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London  and  Pt.  ^Stanley  Railroad 132 
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"     Locomotives 455,  373 
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[423, 357 
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•'  "         ProsiKJcts  of. 308 
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"        F  'rgings 459 
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Madison  an<1  IndiaiMpolis  Railroad. ...634,  46^, 
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Mtryland,  Slate  Finances  of.. 63 
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Mtinas^cs  <}.Hp  do     393 
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[699 
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"         Trade  of. 547 
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"  C.ty,luteritui  communications  in 

[.MU,  358 
"  Press  on  American  Railroads. ..371 

"  Physical  Geography  of. — 442 

"  and  0  'stoii  Railroads 529,  .527 

"  as  a  ManiifactuMig  City 613 

"  General  Itailroad  Law  of «4I 

"  Wrought  Iron  Chain  Works 722 
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"  Re-oiirces  of... 665 
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Newport  and  L-ouisvillc  Braticli  Railro::d...C46 
New  Ilavea  k  New  London  Haifroad..37:',  3.VJ 
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Patent  Law 842,  213 
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Pro|>erty,  R-glits  o{  Individual 77 

Progress  of  L-bcralldeas . 180 
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Persons,  wishing  for  back  numbers  of  the 
Railroad  Journal  for  1863,  most  send  for  them  im 
mediately. 

BrallDrmjr  Property  iiik«*fe  la  PaKBsjrl-raal** 

The  recent  outrages  committed  by  the  citizens 
of  Erie  upon  the  property  of  the  Erie  and  North- 
easi)  luad  the  Erie  and  Cleveland  Railroads,  have 
an  importance  far  beyond  the  destruction,  if  such 
is  to  be  the  result,  of  the  two  roads.  It  is  worth 
our  while  to  inquire  how  far  the  spirit  displayed 
is  ooramon  to  the  State,  and  whether  a  similar  dis- 
position would  not  manifest  itself,  under  similar 
circumstances,  in  every  portion  of  it,  which  at 
Erie  has  broken  oat  in  acts  of  brutality  and 
destruction. 

In  the  first  place  the  Erie  outrages  have  been 
acquiesced  in  by  every  portion  of  the  State.  We 
have  not  been  able  to  observe  the  least  mark  of 
disapprobation  flrom  any  quarter.  The  Press  has 
been  silent,  except  in  expressions  of  sympathy 
with  the  rioters.  No  public  meetings  have  been 
held  to  denounce  their  conduct.  Tlie  constituted 
authorities,  who  by  their  offices  are  the  jBonserr*- 
tors  of  the  property  and  peace  of  society,  have  re> 
mained  entirely  inactive.  Such  negaUves  certain- 
ly indicate  a  remarkable  want  of  that  bighrtoned 
moral  sentiment  upon  wliich  $cc»rii/if  of  persons 
And  property  rests.  We  do  cot  beUera  that  tlM 
vaittfi^  owQB^Uiaed  of  q9«U  b»T*  k«in 


ted  in  any  other  State,  without  calling  for  such  in- 
terference from  the  liK-al  jiuthorities,  and  such  a 
condemnation,  as  would  have  crushed  in  the  bud 
every  act  of  violence,  as  we  may  infer  from  the 
universal  condemnation,  vul  of  Pennsylvania, 
which  the  outrages  have  called  forth. 

Snch  is  the  negative  side  of  the  case.  There  is 
a,  positive  side  vastly  more  significant  and  disgr.-tce- 
ful.  The  Press  of  the  State,  as  far  as  we  hare  op- 
portunities of  observing,  Lave  invariably  express- 
ed sympathy  with  the  rioters.  The  Governor  has 
written  a  letter  which  could  have  no  other  effect 
than  to  encourage  them  in  their  work  of  destruc- 
tion. The  courts  of  the  State  have  at  length  in- 
terfered, but  the  rioters,  under  the  belief,  undoubt- 
edly, that  as  they  must  be  tried,  if  tried  at  all,  by 
a  Jury  of  their  neighbors,  which  would  render  con- 
viction impossible,  have,  thus  far,  treated  the  or- 
ders of  the  legal  tribunals  with  contempt.  Such 
is  a  statement  of  the  present  condition  of  affairs. 
Let  us  see  who  are  the  real  parties  to  the  quar- 
rel, and  who,  ia  the  end,  are  to  be  the  sufferers. 

The  Pennsylranians  tell  us  that  it  is  a  contest 
against  the  grasping  ambition  of  New  York, 
which  would  sacrifice  the  rights  of  individuals 
and  communities  in  the  accomfrfishment  of  her 
selfish  aims.  We  showed  in  our  last  that  this  city 
has  very  little  interest  or  feeling  in  the  matter; 
that  she  is  indifferent  whether  western  trade  and 
travel  reaches  her  over  the  Lake  Shore,  or  the 
Pennsylvania  lines.  She  aids  the  construction  of 
the  latter  with  the  same  ft^edom  that  she  has  the 
meet  important  roads  within  her  own  territory. 
New  York  distrusts  no  rival,  simply  for  the  reason 
that  she  believes  she  has  none.  The  real  contest, 
therefore,  is  between  Pennsylvania  and  all  parties 
in  any  way  interested  in  the  Lake  Shore  lines, 
which  includes  every  person  interested  in  all  of  the 
western  roads,  as  well  as  New  York  and  New  Eng- 
land ;  at  the  value  of  their  property  will  be  di 
rectly  afifected  by  tlie  destruction  of  the  Lake 
Shore  line.  Every  man  who  has  a  cent  invested 
in  snch  roads,  is  a  direct  party  to  the  quarrel,  and 
is  watching  with  anxiety,  the  result.  The  inter- 
esu  of  capitalists  throughout  the  world,  to  a  coo- 
siderabl*  extent,  are  at  stake.  They  ai«  one  of 
the  parties  who  are  to  suffer. 

IWhAtev«r  may  be  the  issue  of  the  prsisnt  ood- 
tast  (oiof  oo  at  Erie,  as  i«r  m  tb«  two  roads  an 


concerned,  the  great  sufferer  iu  the  end  will  be 
the  St.ite  of  Pennsylvania,  whose  character  and 
credit  has  been  most  seriously  damaged.  She  has 
inflicted  a  slain  upon  herself  which  years  cannot 
effiice.  The  wroijg  that  has  been  done  will  be  ag- 
gravated by  the  defavUs,  from  which  she  sufibred 
seTfBVich,  a  lew  ^ears  since.  To  these  is  to  be 
ascribed  the  fa>:t  tb;it  in  enterprize,  and  in  public 
works,  the  result  of  good  credit,  Pennsylvania 
is  far  behind  ¥e>v  York,  though  possessing  far 
greater  resources  in  her  soil.  If  the  SUte  couki 
not  borrow  money  in  her  collective  capacity,  much 
less  could  private  companies.  The  consequence  was 
tliat  a  paralysis  reeted  upon  all  the  enterprizes  of 
that  Sute,  while  those  of  New  York  were  pushed 
forward  with  extraordinary  vigor  and  success.  A 
comparison  of  the  public  works  of  the  two  State* 
will  show  the  extent  to  which  Pennsylvania  suflbr- 
ed  from  the  causes  referred  to.  But  the  resump- 
tion of  payment  had  been  attended  by  its  natural 
results.  It  gave  credit  to  private  companies  ■  and 
this  State  was  just  starting  upon  a  new  career 
which  promised  the  most  brilliant  results,  and  to 
compensate  in  some  degree  for  the  time  that  had 
l>een  lost.  In  every  portion  of  her  extensive  terri^ 
tory,  railroads  would  have  supplied  just  the  facili- 
ties wanted  for  the  development  of  her  vast  re- 
sources. But  these  bright  prospects  iiave  be«a 
suddenly  dashed  to -the  ground,  by  the  display 
of  a  sentiment,  compared  with  which,  default  of 
the  payment  of  just  debts  is  a  virtue.  Instead  of 
withholding,  for  which  a  partially  satisfactory 
subterfuge  can  be  framed,  the  people  of  this  Stata 
have  commenced  a  war  of  aggression  upon  the 
property  of  disUnt  creditors.  What  will  be  the  re- 
ply of  these  parties  to  the  Railroad  companies, 
when  they  apply  to  them  for  money,  without 
which  the  numerous  works  now  in  progress  hi  that 
Sute  cannot  proceed  ?  Will  not  the  following  be 
the  common,  "Gentlemen,  experieoee  has  showo 
that  raib^ad  property  hi  your  Sute  is  unsafe. 
What  we  already  have  has  been  attacked  and 
destroyed,  apparwiUy  by  universal  consent.  Your 
Governor  has,  indirectly  at  least,  encouraged  tb» 
outrages  we  have  suflfered.  The  public  Press  of 
the  State  has  done  the  same.  Under  such  a  stata 
of  things  we  are  notgivmgplacetoaoymore.of  our 
money  in  a  position  where  it  is  liable  to  be'  fallM 
«p<Ni  aad  di9(ro7«4  aQ74a7  by  aa  inforiat^i  mob, 
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shielded  Irom  punishment  by  the  general  sym- 
pathy." THs  is  the  aspect  which  the  quarrel  has 
as!>umed  and  snch  will  be  the  result.  The  credit 
of  the  railrnad  companies  of  the  State  h»8  suffer- 
ed a  far  more  fatal  blow  than  did  the  StaU  credit 
for  1.0.-  defaults  a  few  years  since.  The  convey- 
ances will  be  vastly  raoie  disastrotis.  There  is  no 
State  in  the  Urjion  which  stands  more  in  need  of 
foreign  capital  than  Pennsylvania  and  none  in 
whicn  it  woulh  accomplish  more  good. 

To  destroy  this  creilit  when  most  wanted,  is  a 
fatal  mistake,  and  one  which  years  cannot  redeem. 
Upon  the  Railroad  companies  of  the  State  will  fall 
n  >  small  portion  of  the  penalty  for  the  Erie  out- 
rages. 

While  the  City  of  New  York  is  indifferent  as  to 
the  cliannel.1  through  which  the  trade  of  the  West 
is  to  reach  h  r,  wc  find  that  the  western  people 
ar«  by  no  means  disposed  to  submit  their  rights 
to  Pennsylvania  dictition.  Meetings  have  already 
been  held  iu  many  of  the  principal  western  cities, 
denouncing  the  Erie  outrages,  and  declaring  a  de- 
termination to  discontinue  all  business  relations 
with  Philadelphia,  so  long  as  the^e  outrages  are 
persisted  in  and  tolerated.  We  know  that  the 
whole  West  is  most  thoroughly  disgusted  at  the 
narrow  and  bigoted  policy  whicli  has  too  often 
characterized  the  Legislation  of  Pennsylvania. 
This  feeling  cannot  fail  iu  exditing  a  decided  in- 
fluence in  turning  to  other  citius  a  large  por'ion 
of  western  trade  now  going  to  Philadelphia.  The 
Erie  affair  in  the  end,  can  have  no  other  issue 
than  the  one  exactly  opposed  to  that  sought  to  he 
gained,  which  in  its  general  influence,  must  inflict 
a  lasting  and  serious  blow  upon  the  railroad  enter- 
prizes  of  the  State. 


I<ocouiotlve   Bulldlug  in  Patcraou. 

.  Patereon,  once  the  active  competitor  of  Lowell 
in  the  cottott  manufiicture,  has  acquired  a  deserv- 
ed celebrity  for  the  production  of  railway  machi- 
nery. The  former  city  bears  the  same  relation  to 
locomotive  building  that  the  latter  sustains  to  the 
cotton  manufacture.  And  as  Lowell  has  its  market 
in  Boston,  so  Paterson  supplies  orders  which  must 
naturally  be  attracted  to  New  York. 

At  the  present  time  there  is  a  large  amount  of 
work  in  progress  in  tho  shops  at  Paterson.  At 
Rogers',  nine  engines  are  building  monthly.  Ad- 
ditional room  and  power  have  been  provided,  and 
a  portion  of  the  works,  heretofore  devoted  to  cot- 
ton machine  and  tool  making,  have  been  occupied 
for  locomotive  work.  The  general  features  of  the 
engines  built  at  these  works  have  not  beftn  ma- 
terially changed  since  the  commencement  of  the 
year,  at  which  time  level  cylinders  were  adopted 
where  admissible  by  spreading  the  trucks,  and  at 
which  time  also  the  engines  were  generally  fitted 
with  Hackworth's  double  exhaust  ports.  A  sens- 
ible advantage  is  found  to  attend  the  working  of 
this  latter  arrangement.  The  cylinder  face  has 
two  exhaust  porta,  each  having  half  the  usual 
width,  and  separated  by  a  bar  of  llrom  l^  U>  l^^ 
inches  in  width.  The  valve  has  two  bars  cast  a- 
cross  its  face  in  such  manner  as  to  close  both  the 
exbanst  \)Otla  at  mid-throw,  giving  a  lap,  geDcrally 
of  8-lGtbs  inch,  on  each  side.  At  the  same  time 
an  allowance  of  "Inside  clearance",  of  3-32  inch, 
is  made  by  opening  the  cavity  of  the  valve  8-lOths 
wider  than  the  distance  between  the  inner  edges 
9  |b«  »tMm  port*.   At »  mavfctioit  iNsfei^  ())« 
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cxbau&t  at  each  stroke,  the  steam  passes,  through 
the  valve,  from  one  end  of  the  cylinder  to  the 
other,  giving  much  of  the  effects  of  lead  without 
waste  of  steam.  Although  the  exhaust  is  slightly 
delayed,  it  is  effected  through  two  ports  instead 
of  one ;  so  that  at  the  commencement  of  the 
stroke  the  whole  lead  on  the  exhaust  is  much 
more  than  that  allowed  with  a  single  port. 

The  operation  of  this  valve,  with  steam  ports 
1^  inches  wide  and  exhaust  ports  1}^  inches 
each;  11-16  inch  outside  lap,  3-32  inside  clear- 
ance, and  bars  in  the  valve  each  7-16  inch  wider 
than  the  exhaust  ports  which  they  cover — is  as 
follows.  II  mil  I   n   I '     1  -'v--- 
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Another  evident  advantage  of  Haokworth's  valve 
is  that  it  afibrda  a  better  distribution  of  the  wear- 
ing surface,  being  less  likely  to  wear  concavely. 
The  great  length  of  steam  ports  and  breadth  of 
valve,  used  for  the  link  motion,  make  this  an  im- 
portant point  of  superiority. 

The  New  Jersey  Locomotive  and  Machine  Co., 
under  the  efncient  superintendence  of  Mr.  John 
Brandt,  is  turning  out  some  of  the  best  locomotive 
work  ever  made  in  this  country.  The  materials 
are  of  tho  choicest  kind,  being  mostly  supplied 
under  special  contracts  with  manufacturers  of  the 
very  best  kinds  of  American  stock.  The  cylinder 
fastenings,  link  motions,  frames,  pedestals  and 
braces,  and  the  trucks,  are  among  the  best  speci- 
mens of  heavy  and  thorough  work.  The  pomps 
(wholly  of  brass),  double  domes,  wrought  iron 
rockers,  &c.,  are  also  made  in  a  style  correspond- 
ing with  the  most  elaborate  description  of  engine 
work.  This  Company  have  lately  been  placing 
some  excellent  engines  upon  the  New  York  Cent- 
ral, Hudson  River,  Philadelphia  and  Columbia, 
and  other  home  roads. 

William  Swinburne  is  doing  a  large  business  for 
western  roads,  besides  having  filled  some  recent 
orders  for  the  Erie.  The  manner  in  which  Mr. 
Swinburne  is  fitting  up  his  link  motions  is  worthy 
of  being  copied.  The  suspended  or  stationary  link 
ia  used,  the  valve  arm  or  radius  rod  being  forked 
to  embrace  the  block  on  both  sides.  The  arm  on 
the  lifting  shaft  is  forked  also  at  its  end,  and  two 
lifting  links  with  long  hubs  are  applied  one  on 
each  outside  of  the  valve  arm  and  lifting  arm. 
The  links  are  held  by  sustaining  links  on  each 
side,  whereby  all  tendency  to  twist  the  links  is 
corrected. 

Messrs.  Danfortb,  Cooke  Sl  Co.  have  completed 
two  of  the  heavy  freight  engines  for  the  New  York 
and  Erie  Road.  These  are  expansions  of  the  plan 
of  the  passenger  broad  gauge  engines,  built  by 
Rogers  ic  1861,  but  are  hardly  "the  thing"  for  a 
Height  engine.  They  are  of  extreme  size,  beinf 
principaUyMfeU^ii,  .,  ^   , 


18  inch  cylinders ;  20  inches  stroke  ;  Inside 
connection ;   four  drivers,  6  feet  2  inches  dia- 
meter and  tmck.     Boiler  48  inches  diameter 
and  containing  197  tubes,  2  inches  in  diam. 
and  10  ft.  9  inches  long.    Furnace  grate  67 
by  48  inches.      Steam  ports  16  by  1  5-8  in. 
Weight   of  each  cylinder  in   rough   1900  lbs. 
Weight  of  en^ne  in  running  order  31)4  iom. 
These  engines  are  of  excessive  weight,  without 
a  proper  distribution.  The  proportion  of  cylinders 
and  wheels  are  not  such  as  are  best  suited  to  tho 
grades  of  the  Eastern  and  Western  divisions  of  the 
road.     The  tubes  are  too  near  togethei-,  although 
in  the  second  engine  we  believe  the  tiumber  was 
reduced   and  the  distance  apart  incrvasod.     The 
capacity  of  boiler  does  not  appear  t'o^Tre  large 
enough  and  it  is  perhaps  a  question  if  the  exten- 
sion of  the  furnace  at  the  expense  of  the  tubes  * 
will  yield  the  best  result.     From   the   results  ob- 
tained in  the  use  of  outride  connected  engines  on 
the  Erie  road  there  is  no  doubt  that  that  is  the 
arrangement  best  adapted  for  the  freight  engines. 
The  excess  of  weight  and  especially  of  disturbing 
weight,  and  tho  increased  difficulty  of  balancing 
the  latter,  operate  against  the  inside  connection. 

These  remarks  bear  no  reference  to  the  manner 
in  which  Daaforth,  Cooke  &  Co.  have  filled  their 
contract,  as  the  designs  of  these  engines  were  far- 
niched  to  them  in  minute  detail,  while  the  me- 
chanical execution  is  of  the  hi||hest  order. 


J. 


z.  c. 


Traction  and  AdlteBton  of*  LoeomotlTe. 

An  engine  built  by  Messrs.  Dodds  and  Son,  of 
Rotherham,  England,  for  a  railroad  in  Spain,  was 
tried  on  the  "  Lickey  Inclne"  of  the  Birmingham 
and  Gloucester  Railway,  for  the  purpose  of  testing 
its  capacity  for  working  trains  upon  grades.  The 
particulars  of  the  engine  and  load,  grades,  etc., 
were  as  follows : 

Diameter  of  Cylinder \A\  inches. 

Length  of  stroke 20      " 

Diameter  of  Driving  wheels 64      " 

4  Drivers  supporting  %  the  entire   weight  of 
tho  engine, 
Weight  of  engine  in  working  order.  . .   42,560  lbs. 

"        "    tender  loaded 13,104  " 

"         "    train,  6  carriages 102,228  " 

Pitch  of  grade,  (143  feet  per  mile,).  . .  1  in.  37 

Length  of  grade 2>^  mile*. 

Time  of  ascent 12  m.,  12  s. 

Train  started  at  the  foot  of  incline  without  as- 
sistance, and  the  speed  steadily  increased  until 
the  engine  reached  the  summit.  At  the  time 
there  was  a  drizzling  rain.        ,^  ^j.,  r  5^(:;-»  {j. 

RRBISTANCES. 

Gravity  of  train  on  incline 2,768  lbs. 

"       ••  engine  and  tender 1,504  " 

Ordinary  friction  of  engine  gear 114  " 

Extra  friction  due  to  weight  of  train 46| " 

Extra   fVietion    due    to    resistance   on 

grades 58J  " 

Axle  friction  of  engine  and  tender 228  " 

Axlefrictionof  tqiin..,.^,.,,..,^,..,.,    864  " 

Total ..:...'.' 6,546>^ 

Equal  to  a  pressure  of  73^  Ibe.  throtigfaout 
stroke  of  piston,  over  and  above  the  resistances  of 
the  exhaust  and  blasts  and  equal  to  10-51  the  ad- 
hesive weight  of  the  engine.  Notwithstanding  the 
Aate  of  the  rails  the  engine  did  not  slip  at  all.  It 
is  pEobable,  considering  the  speed  made,  equal  to 
1(^^  miles  per  hour  at  the  moment  of  reaching 
tiw  MU&iBit,  that  the  resistances  were  at  least  fiMO 
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pounds,  equal  to  10-49  of  the  adUesire  weight  of 
the  engine. 

This  engioe  hi\s  137  tubes  IJ-g  inches  in  diame- 
ter, and  11  feet  3  inches  long.  Single  blast  pii)e 
3^  inches  in  diameter.  z.  c. 


Report  or  the  Directors  of  the  New  York 
and  Brie  Kallroaa  Companjr  to  ttke  Stock- 
Holders. 

tCootinued  from  Page  836.) 

IV. — THB  RKSOCRCfiS  FOR  BUSINESS  LOCAL  AND 
FOREIGN,  AND  THE  SHARE  OP  THE  WESTERN 
TRADE  A.\D  TRAVEt.  DDE  TO  THE  NEW  YORK  AND 
KBIE  RAILROAD,  FROM  ITS  POSITION  AND  FACILI- 
TIG6. 

In  a  subsequent  place,  the  local  resourees  of 
this  Road  are  stated  ;  but  the  examination  of  this 
question  would  be  incomplete,  if  it  were  limited 
to  the  territories,  which  are  adjacent  to  its  line, 
of  nearly  five  hundred  miles  of  main  trunk,  and 
twice  that  length  of  tributary  roads  and  water 
ways,  within  this  State. 

The  New  York  and  Erie  Railroad,  like  the  Erie 
Canal,  is  so  essentially  national  in  its  character- 
istics, that  the  vast  territory  of  iht  West  must  be 
considered  by  those  who  would  adequately  com- 
prehend the  causes,  which  have  already  furnished 
a  business,  which  has  surpassed  the  warmest  an- 
ticipations of  its  early  friends.  SomeT'refleciions 
of  a  desultory  character,  thrown  together  as  gen- 
erally illustrative  of  this  branch  of  inquiry,  will 
suggest  to  the  reader  many  other  considerations 
which  it  might  seem  tedious  to  particularise  in 
this  place. 

The  rapid  settlement  of  those  vast  and  fertile 
regions  lying  north  of  the  Ohio  and  east  of  the 
Mississippi,  is  unparallellcd  in  the  annals  of  any 
other  country,  and  every  aci"e  of  the  wilderness 
subdued  by  this  mighty  march  of  civilization,  de- 
velopes  new  resources  of  profitable  business,  for 
the  railroads  and  waterways.  These  again  facili- 
tate the  settlement  of  those  regions  and  conduce 
directly  and  powerfully,  to  the  welfare  of  the  New 
York  and  Erie,  and  the  other  main  trunk  lines, 
between  the  Atlantic  and  the  West. 

This  being  the  only  Railroad,  constructed  and 
managed  by  a  single  Company,  between  the  com- 
mercial metropolis  and  the  inland  seas,  turning 
the  northern  bank  of  the  Allegany  Mountains  by 
easy  grades  and  curves,  forming  a  continuous 
gauge,  the  broadest  in  America,  on  one  of  the 
ft!W  routes  by  which  a  railroad  is  practicable  be 
tween  New  York  and  the  vast  region  drained  by 
the  Western  Lakes  and  the  Mississippi, — it  could 
never  be  reasonably  doubted,  that  it  would  share 
largely  in  the  immense  trade  and  travel  from  that 
region,  which  from  the  converging  lines  of  the 
waterways  and  railroads,  are  thrown  into  the  nar- 
row throat  lying  between  the  northern  extremity 
of  the  Allegany  Mountains  and  Lake  Erie,  from 
which  this  road  starts. 

More  than  three  thousand  miles  of  railroads  are 
now  in  operation,  west  of  the  terminus  of  this 
road  and  north  of  the  Ohio,  and  as  many  more 
miles  are  actually  in  progress,  altogether  omitting 
tliose  built  and  in  progress  south  of  the  Ohio.— 
Prom  its  western  terminus,  also,  extends  a  con 
tinuous  chain  of  more  than  one  thousand  miles  of 
lake  navigation,  with  five  hundred  miles  of  navi- 
gable rivers  and  iwelve  hundred  miles  of  canals, 
uniting  the  waters  of  the  lakes  with  thoee  of  the 
Ohio,  Wabash  and  Illinois  Rivers,  and  through 
them,  with  the  Mississippi  and  its  twenty  thou- 
sand miles  of  connected  navigation. 

From  its  geographical  position,  the  New  York 
and  Erie  Railroad  is  the  first  line,  which  inter- 
cepts the  immense  flood  of  trade,  which  is  thrown 
by  these  railroads  and  waterways,  through  this 
narrow  throat,  and  it  must,  consequently,  ever 
continue  to  receive  the  largest  share  thereof. 

The  progress  of  no  other  country  furnishes 
adequate  data,  for  determining  the  ratio  of  ad- 
vancement in  this;  and  even  the  wonderful  results 
of  the  past  progress  of  the  West,  will  fall  short  ol 
the  future,  when  thd  full  effect  of  thoee  Qonerons 


railroads  and  water  cours'^s  is  realised.  The  con- 
struction of  each  mile' of  new  ri^ilroad  in  that  re 
gion,  is  directly  or  indirectiy,  iucreatiing  the  trade 
aad  travel,  which  must  pa^s  to  the  Atlantic  over 
these  roads;  and  in  like  manner,  they  are  inter 
ested  in  every  improvement  in  the  manner,  or  re' 
duction  in  the  cost,  of  transportaiion  on  the  lakes, 
rivers,  canals  and  railroads,  which  contribute  to 
the  prosperity,  and  increase  tho  ability  of  the 
Western  maltiludes,  to  sustain  the  traffic  to  the 
sea-board.  These  water  lines  are  thus,  ui  almost 
every  case,  auxiliaries,  instead  of  rivals,  to  the 
great  lines  of  railroads. 

The  trade  between  the  Atlantic  sea-board  and 
that  fertile  region  of  the  grtat  West,  which  lies 
north  of  the  Ohio,  is  already  taxing  the  existing 
channels  of  commerce,  to  their  utmost  capacity. 

The  animal  aericultural  and  animal  produc- 
tions of  this  rfgioh,  exceed  twenty  millions  of 
tons ;  and  its  surplus  products,  requiring  tritns|)oi  t 
to  an  Atlantic  market,  together  with  the  return 
freight,  is  believed  to  be  over  five  millions  ol 
tons.  The  New  York  and  Pennsylvania  Canals 
and  Railroads,  now  convey  about  three  millions  of 
tons  of  this  trade  annually. 

Enlarged  channels,  for  thi.s  vast  internal  com- 
merce, have  become  indispensable.  The  State  of 
New  York  has  already  taken  8tei»s  to  complete 
the  enlargement  of  the  main  artery  ;  but  before 
this  is  accomplished ,  the  State  and  private  works 
already  construett'd,  will  be  foand  inadequate. 

When  the  Erie  Canal  is  enlarged,  the  increased 
facilities  and  diminished  cost  of  transport,  which 
it  will  afford,  will  vastly  increase  the  triule 
through  this  State,  and  will  by  these  meatid,  also 
correspondingly  increase  the  travel  which  must 
pass  over  the  main  lines  of  railroads.  Those  ar- 
ticles ol  freight  which  require,  or  will  bear  the 
expense  of  railroad  transport,  will  also  be  in- 
creased to  an  extent  that  will  tax  to  their  full 
capacity,  all  the  railro.uU  now  built  between  the 
Atlantic  and  the  West. 

The  high  northern  latitude  closes  the  water 
lines  between  the  East  and  the  West,  for  one- 
third  of  the  year,  The  interchange  of  commodi- 
ties, and  the  trade  between  thr>8e  districts  have 
undergone  a  sensible  change  within  the  last  dozen 
years ;  and,  though  the  water  lines  have  lost  none 
of  their  importance,  so  far  as  regards  the  convey- 
ance of  the  heavy  commodities,  yet  the  demands 
of  a  concentrated  population  at  the  East,  require 
the  means  of  a  speedy  conveyance,  of  the  more 
perishable  articles  of  use  and  consumption,,  as 
well  as  of  a  rapid  communication  for  the  moving 
multitudes,  whom  the  relations  of  business  or 
pleasure,  require  to  pass  between  the  East  and 
West. 

West  of  the  Mississippi  there  are  not  now  one 
hundred  miles  of  railroad  in  operation.  The  well 
informed  men  of  that  region  confidently  assert, 
that  within  ten  years,  they  will  construct  more 
than  five  thousand  miles.  It  is  difficult  to  bring 
the  mind  to  appreciate  the  effect  on  the  New  York 
and  Erie,  of  the  completion  of  those  roads  only, 
which  the  least  sanguine  concede  will  be  built 
west  of  its  Erie  terminus,  as  well  as  from  the  in- 
crease of  trafl9c  on  those  already  constructed. 

The  social  and  business  habits  of  the  people  of 
the  West  must  be  considered,  in  estimating  the 
resources  of  the  railroads  connecting  them  with 
the  East.  No  equal  amount  of  population  in  the 
world,  possess  means  for  travel  like  those  of  the 
Western  people ;  and  their  intimate  business  and 
social  relations  with  the  East,  (from  whence  so 
many  of  them  have  emierated)  lead  to  frequent 
interchanges  of  visits  with  friends  in  that  region. 

No  other  country  presents  a  parallel  to  the  wide 
distribution  of  the  members  of  families,  nor  does 
any  other  present  similar  facilities,  for  frequent 
re-unious  at  each  others  homesteads,  whether  they 
be  hundreds  or  thousands  of  miles  apart. 

This  interchange  of  sociality,  is  one  of  the  main 
elements  of  the  prosperity  of  our  railroads ;  and 
what  railroad  is,  or  ever  can  be,  better  situated 
than  the  New  York  and  Erie,  for  reaping  a  golden 
harrest  from  this  immense  and  increasing  cause  1 
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consin,  leach  extend  fVom  the  Lakes  to  the  Ohio 
or  MifSissippi,  and  arc  connected  with  both,  by 
four  gri-at  lines  oC  canal.  Michigan  and  the  pen- 
insula of  Up!.er  Canada,  are  nearly  surrounded  J>y 
the  gre^t  ch.-tin  of  navigable  Lakes. 

This^ame  territory  is  intersected,  as  has  been 
mentioned  before,  by  a  network  of  railroads, 
which,  with  the  water  lines,  converge  towards  the 
Eastern  end  of  Lake  Erie,  and  concentrate  in  that 
narrow  gorge,  an  amount  of  trade  and  travel 
which  i|i  not  to  ha  found  elsewhere  on  this  conti- 
nent.     I 

The  ^ew  York  and  Eric  Railroad,  taps  this 
trade  irt  four  places .  first,  intercepting  it  at  Dun- 
kirk with  its  main  trunk,  and  subsequently  by  iti 
tributaries  at  Bufialo,  Tonawanda,  Niagara  Falls 
and  YoUngstowD,  aiid  delivers  it  at  the  greatest 
commercial  point  on  the  continent,  to  which  the 
chief  part  of  it  is  directed. 

It  Hii<>u!d  be  borne  in  mind,  that  the  Erie  is  still 
a  new  ijont*',  without  that  complete  organization 
of  itself  and  its  tributaries  which  its  competing 
rival  pDttsessis.  from  the  greater  length  of  time 
which  ils  business  has  been  established. 

Railri[>ads  are  rapidly  taking  the  place  of  the 
common  highways  of  the  country,  and  especiall} 
through  the  Wentorn  States,  where  the  soil,  so  ad- 
mirably adapted  for  agricultural  purposes,  for  that 
reason, lis  generally  untitled  lor  the  construction 
of  everi  passable  turnpikes. 

The  jiigh  value  of  the  time  of  the  traveller  in 
this  coi>niry,  and  the  circumstances  before  stated, 
have  rendered  the  railroad  an  element  of  neces- 
sity. ^Tlie  passenger  by  Railroad,  travels  sir 
times  the  distance  per  day  that  he  does  by  stage 
coach.  ^  The  average  value  of  the  daily  time  of 
railroat)  travellers,  is  not  less  than  two  dollars 
per  daj(.  The  saving  is  therefore  ten  dollars  a 
day  onjeach,  which  applied  to  the  whole  railroad 
travtl  «^f  the  Uiiiu-ti  Sutes,  would  be  suflScieut  to 
pay  th<i  intcrc-t  on  the  cost  of  all  the  Railroads 
that  hivo  been  built  in  the  Union. 

Railt^oads  have  penetrated  regions  which  were 
inaccestiible  to  canals,  and  by  cheapening  tbe 
cost  of  ttransport,  have  increases  the  value  of  the 
adjacedt  property,  equal  to  their  cost.  The  dif- 
ferencei  in  the  cost  of  transport  of  agricultural 
products,  saved  by  rail,  over  the  common  high- 
way, is  equivalent  to  adding  to  the  adjacent 
farms,  ten  cents  per  acre  for  every  mile  of  dis- 
tance, that  such  commodities  are  moved  on  rail, 
instead  of  the  common  road.  If  the  farmer,  be- 
fore a  railroad  was  built,  had  been  obliged  to 
convey  his  products  one  hundred  miles  over  a 
common  road,  the  bmlldlng  of  a  railroad,  for  this 
dlstancfe,  would  be  equivalent  to  increasing  the 
value  of  his  farm  ten  dollars  an  acre. 

These  railroads  have  already  produced  an  im- 
portant effect,  iu  equalizing  to  a  certain  extent, 
the  summer  and  winter  prices  of  agricultural  pro^ 
ducts  obi  the  Atlantic,  and  of  merchandise  and 
manufactured  articles  in  the  interior. 

The  crops  of  the  country  are  harvested  so  late, 
that  a  largo  portion  of  them,  cannot  be  sent  to 
market  until  the  following  season,  in  coosequenc* 
of  the '  water  lines  being  then,  either  thronged 
with  business,  or  closed  by  ice.  The  railroad* 
afford  a  constant  communication  for  the  wholo 
year,  ahd  by  means  of  their  rapid  transport,  ena- 
ble the  pro<lucer  to  avail  himseif  of  the  advanced 
prices,  ^  which  frequently  take  place,  after  the 
water  lines  are  closed. 

These  are  additional  reasons  for  believine 
that  the  main  trunk  lines  will  be  hereafter 
occupied  to  their  full  capacity,  and  at  remunera- 
tive prices. 

The  facilities  which  the  New  York  and  Brio 
Railroad  has  given  for  quick  and  cheap  transport 
to  the  best  market  in  the  country,  has  been  an 
incentive  to  a  large  production  for  export  along 
the  route,  and  has  caused  a  rapid  increase  in  the 
settlement  and  cultivation  of  the  contiguou* 
lands.  The  establishment  of  every  new  braack 
of  industry,  tbe  cultivation  of  each  additional 
acre,  and  the  settlement  of  every  family  along 
tbe  line,  forms  aa  addiUunal  source  of  perouneal 
revenue  to  the  road- 
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The  lumber  cleaned  from  the  laDd,  in  fvllowtd 
immediately  by  its  settlcmeut;  and  though  the 
traiiSixntHtHH)  of  lumber  is  the  least  profitable 
brauch  of  basiucss  done,  it  is  a  subject  worthy  of 
caivful  attention,  whether  provision  should  not  be 
made  for  carrying  ii,  iit  remunerative  prices,  at 
least  to  the  nearest  shipping  pUce  by  water,  for 
th4|  advantiige  which  will  ultimately  be  receired, 
in  the  permanent  revenue  arising  from  the  con- 
veyance of  the  agricultural  products  of  the  land 
thus  cleared,  and  that  of  other  freights  and  pas- 
sengers incident  to  its  settlement.  The  iwpulation 
of  tne  district  through  which  the  road  passes,  or 
from  which  it  draws  its  tra^e  and  travel,  was 
about  seven  hundred  and  fifty  thousand  in  1860, 
and  had  increased  nineteen  per  cent,  in  ten  years. 
The  present  population  exceeds  eighteen  hundred 
thouwuid.  The  valuation  of  the  real  estate  in 
1852,  of  those  portious  of  the  above  mentioned 
district  witliin  the  State  of  New  York,  was  one 
hundred  and  fifty  millions  of  dollars,  and  of  the 
asseMsed  personal  estate,  twenty-two  millions. — 
The  number  of  acres  of  Improved  Lands  in  1845, 
was  nearly  three  millions,  it  now  exceeds  five  mil- 
lions of  acres,  includiug  those  in  New  Jersey  and 
Pennsylvania.  The  value  of  the  manufactured 
articles  in  mills  and  tanneries,  was  more  than  ten 
millions  of  dollars  in  1845.  The  value  of  the  au- 
soal  prodacts  of  the  dairies,  lumber,  coal  and 
cereal  products,  amounted  to  over  twenty  mil- 
lions of  dollars  in  1840,  and  including  the  manu- 
factured articles,  now  probably  exceed  sixty  mil- 
lions of  dollars  annually. 

In  the  older  countries  of  Europe,  the  business 
of  their  railroads  arrives  nearly  at  a  maximum,  a 
£iw  years  after  they  are  opened ;  and  to  a  certain 
extent,  the  same  result  takes  place  on  some  of 
the  railroads  in  New  England,  where  rival  lines 
are  certain  to  be  established,  whenever  the  busi- 
ness of  one  proves  very  productive. 

This  is  not  the  case  however  on  the  railroads  of 
the  West,  or  those  built  on  the  great  lines  between 
it  and  the  Atlantic,  and  particularly  on  the  New 
York  «id  Erie  Railroad. 

Till)  rapid  increase  in  the  settlement  of  the 
country,  the  continued  opening  of  new,  and  the 
extensioD  of  old  lines  of  railroads,  as  well  as  that 
of  lakes,  rivers  and  canals,  pour  into  the  main 
chaooels  an  annual  increase  of  trade,  which  none 
of  them  have  hitherto  anticipated,  or  have  made 
sufficient  provision  to  perform. 

The  New  York  Central,  (as  the  combined  lines 
betweuo  Albany  and  Buffalo  are  now  termed)  ten 
years  ago,  occupied  the  same  position  in  refer- 
ence to  its  prospective  revenues,  that  the  Erie 
Railroad  does  now.  Few  pei  sons  at  that  period 
would  have  hazarded  a  prediction  of  an  increase 
in  its  business  equal  to  that  which  has  annually 
taken  place  since  the  period,  when  it  was  com- 
monly regarded  as  having  attained  its  maxi- 
mum. 

The  country  ac^acent  to  the  line  of  the  Erie 
and  its  contributing  roads  and  water  ways,  ia  as 
yet  only  partially  developed ;  and  the  same  cause* 
which  have  hitherto  so  wonderAillj  increased 
its  local  receipts,  must  continue  to  operate  to 
the  same,  or  to  a  greater  extent,  for  many  succes- 
sive years. 

The  termiaos  of  the  Road  being  at  the  largest 
city  in  the  Union,  will,  as  is  the  case  with  other 
roads  leading  therefrom,  ultimately  render  much 
of  the  first  seventy  miles  of  the  adjacent  country, 
a  series  of  villages  and  gardens,  which  will  fur- 
nish the  Road  with  a  very  large  amount  of  travel 
and  freight,  in  proportion  to  its  area,  over  the 
three  lines  fVom  Chester  to  Newburg,  Piermont 
and  Jersey  City — an  aggregate  length  of  nearly 
one  hundred  miles  of  road. 

The  system  of  commuting  for  short  distances, 
ha*  been  followed  by  the  best  results,  on  many  of 
the  Roads  leading  from  New  York,  Boston,  and 
other  places,  but  has  not  yet  beeu  introduced  to 
any  extent  on  this  Road. 

The  charge  for  commuting  passengers,  on  the 
Boston  roads,  is  from  thirty  doUars  per  annum  for 
five  miles,  to  ninety  dollars  for  twenty-five  miles, 
Wbich  ii  OTtiouted  to  be  about  oae  oent  per  pae- 


s^ger  per  mile.  On  the  Harlem,  t^e  charge  for 
Mie  elaatr  Of  passengers  is  fYow -twenty- five  do4ian 
per  annum  for  six  miles,  to  forty  dollars  for 
eighteen  to  thirty  miles ;  and  for  another  class, 
thirty-five  and  forty-ftve  dollars,  for  the  distances 
mentioned;  which  is  estimated  to  be  about  balf-a- 
cent  a  mile,  for  the  first  class  named,  and  two- 
thirds  of  a  cent  for  the  other.  The  number  of 
annual  commutors  on  the  Boston  roads  ia  about 
four  thousand,  aad  on  the  Harlem,  over  thirteen 
hundred. 

These  rates  would  be  considered  very  low,  if  it 
was  not  remembered  that  commuting  passengers 
afford  a  regular,  uniform  business,  for  the  doing  of 
which,  precise  provision  can  be  made,  and  that  the 
additional  business,  which  is  always  done  by  the 
same  trains,  is  attended  with  a  very  slight  ad- 
dition to  the  expenses.  The  commutation  is  con- 
fined to  the  head  of  the  family— the  other  mem- 
bers, friends,  visiters,  and  the  incidental  trade, 
furnish  a  large  and  profitable  addition  to  the 
business. 

It  must  also  be  considered,  that  the  commuta- 
tion system  establishes  a  population  along  the 
line,  which  will   furnish   a  ix;rmanem   source  of 
revenue,  for  which  there  is  no  danger  of  competi 
tion,  diversion,  or  diminution. 


A. — THE  CHARACTER  OF  THK  ROAD  AS  CONSTRUCT- 
ED, AND  ITS  COST, 

The  aggregate  amount  of  curvature  is  twenty- 
two  thousand  two  hundred  and  fifly-two  degrees, 
in  four  hundred  and  forty-five  miles  of  the  main 
track,  making  an  average  of  fifty  degrees  per 
mile.  Sixty-four  per  cent,  of  the  whole  distance 
is  straight  lines. 

The  annexed  t;.bles  (C)  show  the  amount  of 
curvature  and  tangents,  as  well  as  the  grades,  ar- 
ranged in  classes. 

The  whole  amount  of  ascents  and  descents  is 
eight  thousand  and  fifty-six  feet  in  foar  hundred 
and  forty-five  miles,  making  an  average  of  eigh- 
teen feet  per  mile. 

From  Almond  Summit  to  Delaware,  a  distance 
of  two  hundred  and  tifly-six  miles,  the  heaviest 
grade  in  the  direction  of  the  g-reatest  trade  (east- 
ward) is  only  five  feet  per  mile,  except  for  a  dis- 
tance of  six  miles. 

From  Dunkirk  to  the  summit  betwebn  Lake 
Erie  and  the  Allegany  River,  the  maximum  op- 
|K)8ing  grade  going  east  is  forty  feet  per  mile,  and 
W3st  is  thirty-five  feet.  Thence  to  Great  Valley, 
east  is  forty  feet,  and  west  is  thirty  feet.  Thence 
to  Olcan,  east  is  fifteen  feet,  and  west  is  twenty- 
five  feet.  Thence  to  the  summit  between  the  Al- 
legany and  Genesee  Rivers,  the  maximum  grade 
east  is  thirty-nine  feet  and  west  is  thirty-five  feet. 
Thence  to  Belvidere,  east  it  is  level  or  descending, 
and  west  is  forty-nine  feet.  Thence  to  Phillips- 
ville,  east  it  is  descending,  and  west  is  twenty- 
three  feet.  Thence  to  Andover,  east  is  forty  feet, 
and  west  it  is  level,  or  descending. 

From  Andover,  to  the  summit  between  the 
Genesee  and  Canisteo,  the  maximum  grade  east  is 
forty  feet,  and  west  it  is  level  or  descending. — 
Thence  to  Homellsville,  it  is  level  or  descending 
east,  and  west  is  fifty  feet.  From  Homellsville  to 
Coming,  the  maximum  grade  east  is  level  or  des- 
cending, and  west,  is  ten  feet.  From  Coming  to 
Susquehanna,  the  maximum  grade  east  is  five 
feet,  and  west  it  is  ten  feet ;  thence  to  the  summit 
between  the  Susquehanna,  and  Delaware  rivers, 
the  grade  for  six  miles,  is  ascending  east  sixty 
feet  per  mile,  and  thence  to  Deposit,  seven  miles, 
it  descends  uniformly  east  flfly-eight  feet. 

From  Deposit  to  Delaware,  the  grade  is  level  or 
descending  east,  and  the  maximum  west  is  fifteen 
feet.  From  Delaware  to  Otisville  ia  a  uniform 
grade,  ascending  east  of  forty-five  f\et.  Thence 
10  Chester,  the  maximum  east  is  fifty-six  feet,  and 
west,  is  sixty  feet.  Thence  to  Suficrus,  the  maxi- 
mum east,  is  fifty-eight  feet,  and  west  is  fllty 
feet. 

From  Sufferas  to  Blauveltville,  the  maximum 
grade  east  is  fifty-nine  feet,  and  west  it  is  sixty  I 
l^t.    From  BlaaveltviUe  to  Pier,  tbe  gnd»  i»\ 


le^l  or  descending  east,  and  the  maximum  west 
is  fifty  feet. 

From  OtisTille  to  Chester,  and  thence  by  the 
way  of  the  Newburg  Branch,  to  the  Hudson  River, 
the  grades  east  are  level  or  descending,  except 
nine  and  a  half  miles,  and  from  the  Almond  Sum- 
mit to  this  terminus  of  the  road,  a  distance  of 
three  hundred  and  nine  miles,  the  gr.ide8  east  are 
mostly  level  or  descending,  the  opi>osing  grades 
east,  with  the  exception  of  twenty-eight  miles, 
not  exceeding  a  maximum  of  five  feet  to  the 
mile. 

The  annexed  tables  (D)  fhmish  the  number  and 
span  of  the  Bridges  and  Culverts,  the  dimensions 
of  tbe  cuttings  and  embankments,  the  quantity  of 
ballasting  done,  the  number  and  dimensions  of  tbe 
cross-ties,  chairs  and  spikes,  and  tbe  quantity  of 
iron  rails  in  the  main  tracks  and  sidings. 

The  whole  length  of  the  main  track,  from  tbe 
Pier  to  Dunkirk,  is  four  hundred  and  forty-five 
miles,  and  (including  the  Newburg  Branch  of 
nineteen  miles,  and  the  Union  Railroad  to  Jersey 
City  of  thirty-one  and  a  half  miles,)  is  four  hun- 
dred and  ninety-five  miles.  ^\ 

The  whole  length  of  the  second  track  completea 
and  in  use,  is  one  hundred  and  thirty-seven  and 
one  third  miles,  viz  : — From  the  Pier  to  Clarks- 
town,  eight  and  three-fourth  miles,  from  SuflTcms 
to  Otisville,  forty-three  and  one-half,  miles,  and 
from  Susquehanna  to  the  Junction  near  Elmira, 
eighty-five  miles.  It  is  also  in  progress,  and  will 
be  completed  in  January  next,  from  Bergen  to 
Paterson,  fourteen  and  one-fourth  miles,  from 
Otis\ille  to  Delaware,  twelve  and  two-third  miles, 
and  from  Deposit  to  Susquehanna,  fifteen  and  a 
half  miles,  making  together  one  hundred  and 
eighty  miles  of  second  track,  besides  eighty  miles 
of  tbe  turnouts  and  sidings. 

Considering  the  several  lines  to  the  Hudson 
River,  as  equivalent  to  a  double  track,  a  second 
track  will  soon  be  in  use  from  New  York  to  Com- 
ing a  distance  of  two  hundred  and  ninety-one 
miles  except  ninety  miles  along  the  Delaware,  and 
fourteen  miles  along  the  Chemung,  the  construc- 
tion of  which  will  not  be  required  until  the  busi- 
ness of  the  road  is  largely  increased. 

Tbe  Cuttings  for  the  first  track,  were  made 
twenty  feet  wide,  and  for  the  second  track,  twenty- 
three  feet. 

The  Embankments  for  the  first  track,  were  made 
fourteen  feet,  and  for  the  second,  thirteen  feet 
wide. 

The  slopes  in  earth  were  made,  from  one  and 
one-half  to  one,  to  two  to  one,  and  in  rock,  from 
one-fifth  to  one,  to  one-half  to  one. 

The  Ballasting  has  been  well  done,  on  three 
hundred  and  thirty-eight  miles  of  the  first,  and 
one  hundred  and  thirty-nine  miles  of  the  second 
track.  The  material  used  for  the  embankments, 
on  the  remainder  of  the  distance,  being  chiefly  on 
tbe  Susquehanna  Division  was  deemed  sufficient 
without  the  use  of  ballasting.  It  may  be  ad- 
visable at  some  future  period  however,  to  ballast 
one  hundred  miles  of  this  division,  and  about  fifty 
miles  in  other  places. 

The  Cross  Ties  are  generally  nine  feet  long,  nx 
inches  thick,  with  six  to  eight  inches  face. 

The  number  of  ties  laid  in  tbe  track  is  two 
thousand  nine  hundred  and  thirty-four  per  mile. 
The  number  originally  laid,  was  two  thousand 
two  hundred. 

The  longitudinal  sil  s,  which  were  used  on  the 
Eastem  and  Delaware  Divisions,  have  generally 
been  removed,  and  substantial  ties  and  full  bal- 
lasting substituted. 

The  Chairs  weigh  twenty-five  pounds  each. 
Those  on  the  old  track  weighed  seventeen  pounds, 
About  four  tons  of  spikes  have  been  used  to  the 
mile. 

The  quantity  of  Iron  Rails  laid  in  the  tracks,  is 
nearly  seventy  thousand  tons,  making  seven  hund- 
red and  fifteen  miles  of  roiad,  including  nearly 
eighty  miles  of  turn-outs.  The  weight  of  the 
rails  hi  the  main  tracks,  are  generally  from  fifty- 
eight  to  seventy  pounds  per  lineal  yard,  and  those 
in  the  sidings  are  from  fifty-six  to  sixty  pounds. 

All  delbetiyo  aad  worn-out  rails,  hare  been  r»- 
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placed  with  new  iron,  so  th«t  hereafter,  the  MintiAl 
replacement  of  the  rails,  will  only  be  that,  which 
is  necessary  to  meet  the  usual  wear.  The  light 
rails  used  in  the  old  track,  have  generally  been 
replacetl  by  new  and  heavier  ones. 

The  chief  part  of  the  rails  which  are  taken  out 
of  the  main  track,  are  suitable  and  are  reqaired, 
for  extending  and  increasing  the  number  of  the 
Bide  tracks  at  the  stations,  to  accommodate  the 
annually  increasing  business. 

The  nnmbcr  of  lineal  feet  of  Bridging  built,  is 
twenty-flve  thousand  three  hnndred  and  thirty- 
■even,  of  which  Ave  thousand  four  hundred  and 
seventy -eight  feet,  are  for  the  second  track.  Ono- 
balf  of  the  length,  is  in  spaos  of  one  hundred  and 
II  fly  foet  and  over. 

The  bridges  have  all  been  constructed  in  the 
most  permanent  manner,  either  originally,  or  by 
the  substitntion  of  new  ones,  where  those  first 
built  were  found  to  be  weak  or  de fbclive. 

During  the  last  year  there  was  expended  S161,- 
070  60  in  building  new  bridges. 

There  arc  one  hundred  and  fifty  eight  Arcb,  six 
hundred  and  three  Box,  two  hnndred  and  fifty 
three  ojjcn  stone  Culverts,  and  three  stone  Via- 
ducts, of  from  fifteen  to  thirty  feet  span,  and  one 
of  seventeen  arches  of  flfty-ono  foet  span. 

A  number  of  stone  culverts  have  been  built,  in 
place  of  woo<len  bridges  during  the  L-ist  two 
years. 

There  are  three  large  Machine  Shops :  viz :  at 
Piermont,  Snsquehanna  and  Dnnkirk,  fitted  np 
with  the  most  complete  set  of  tools  and  con- 
veniences, for  repairing  and  fitting  np  locomotives, 
Ac.,  and  extensive  shops  and  bnildings  similarly 
equipped,  for  repairing  and  manufacturing  cars. 

There  are  also  five  smaller  Machine  Shops,  and 
thirty-five  Engine  honses,  containing  in  the  aggre- 
gate over  one  hundred  stalls,  together  with  fifteen 
Turn-tables. 

There  arc  fourteen  passenger  houses  and  re- 
freshment saloons,  twenty-nine  freight  houses  and 
forty-six  slation  honses.  used  for  both  purposes ; 
tw^ve  buildings  used  for  dwelling,  oflSces,  &c., 
and  fifty-five  smaller  buildings  used  for  various 
other  purposes.  This  statement  does  not  include 
the  block  of  buildings,  owned  by  the  Company  in 
.the  City  of  New  York. 

There  are  also  twelve  tbottsand  six  hundred  and 
forty-eight  lineal  feet  of  wood  houses,  and  a  large 
number  of  water  stations. 

The  road  has  Iwen  in  use  a  suflScient  length  of 
time,  to  show  what  slopes  of  cuttings  and  fillings 
wero  required,  what  side  ditches  and  other  pro- 
tections were  necessary,  to  allow  the  embankments 
to  become  •cell  settled,  to  determine  the  strength 
and  stability  of  the  bridges,  and  to  test  the 
strength  of  the  iron  and  the  quality  of  all  the  ma- 
terials used. 

The  imperfections  of  original  constracUon,  have 
been  corrected,  wherever  it  was  necessary,  by  the 
•nlargement  of  the  excavations  and  embankments, 
by  the  construction  of  bank  walls,  by  the  raising 
of  embankments  and  the  substitution  of  new 
structures,  iron  and  materials,  wherever  those 
originally  put  in  were  defective  or  have  decayed. 

The  road  is  therefore  at  this  time,  in  a  more 
perfect  condition,  than  it  has  been  at  any  previous 
period,  and  the  future  expenditures  for  these  pur- 
poses, will  be  materially  diminished. 

The  number  of  Locomotives  owned  by  this  Com- 
pany, Is  one  hnndred  and  fifty,  of  which  three  are 
worn  out ;  three  are  in  the  shops,  undergoing  ge- 
neral rep<iirs,  and  twclre  others,  slight  repairs, 
leaving  one  hnndred  and  thirty-two  in  nse.  Of 
those  in  use,  thirty-one  require  slight  repairs,  and 
one  hundred  and  one  are  in  complete  order.  Eight 
of  the  engines  were  run  on  the  narrow  gatigc,  ^ 
between  Paterson  and  Jersey  City,  and  are  thrown  j 
out  of  use  bv  the  completion  of  the  broad  gauge 
track,  ovi-r  that  portion  of  the  road.  | 

Contracts  have  been  made  for  sixty  new  en- 
gines which  will  be  delivered  during  the  ensuing 
six  months. 

The  annexed  tables  (E;  exhibit  the  number  of 
englDCB,  employed  on  each  division  of  the  road, 
the  conditloo,  the  oott  of  the  ordinary  and  Mtra- 


ordinarr  repairs  on  each  engine,  and  the  number 
of  miles  run,  and  the  cost  per  mile  run  by  each, 
for  the  last  year. 

The  cost  of  ordinary  repairs  was.  fl  48,744  86 
„  „  „  extraord.  „  „  .  139,809  96 
„  number  of  miles  run  *■„  ...  2,790,509 
„    cost  of  onllnary  repairs  per  mile  run  was 

6)-3  cents. 
„  .     „    of  extraordinary   repairs  per  mile 

run  was  5  cents. 

A  lino  of  Magnetic  Telegraph  extends  over  the 
whole  length  of  tho  main  road  and  the  Union  and 
Newburg  Branches,  and  also  over  several  of  the 
connecting  roads. 

The  length  of  Telegraph  line  oi>erated  by  this 
Company,  is  four  hundred  and  ninety-seven  miles ; 
the  number  cf  offices  is  fifty-seven,  and  the  num- 
ber of  Telegraph  operators  employed  is  sixty- 
five. 

The  expenditure  for  its  construction  has  been 
S50,000,  and  the  annual  cost  of  maintaining  and 
opetating  it  is  SS.OOO. 

The  cost  of  tho  road  and  equipment  to  tho  pres- 
ent dale,  and  the  expenditures  thereon  during  the 
past  year,  aro  as  follows : — 

■•    Expenditure 
during  tho  year 
ending  Sept.30, 


ONWIIAT    ACCOUKT.  TPHESENT  COST. 


.4. 


For  graduation,  ma- 
sonry, and  bridges, 
as  follows : — 
Grading,    trans- 
portation     of 
laborers    and 
materials,  and 
gravel       and 
hand-cars...  .S12,%9,619  97  «2,261,889  43 


254,941  21 
233,778  97 


Superstructure 2,374,186  08 

Iron i..     3,764,21603 

Stations,    buildings, 

and  fixtures,  viz :  -<  ^"• 

Freight  and  Pas- 
senger Depots. 
Water    Stations 
and        Wood 

Sheds 

Machine       and 

Workshops. . . 

Machinery       in 

Shops..' 161,604  78 

Depot  and  Stor- 
es In  N.York  .  92,974  01 
Land,  land  damages 

and  fences 1,159,516  16 

Locomotives  and  fix- 
tures       1,862,971  46 

Passenger  and  Bag- 
gage Cars 392,669  62 

Freight     and    other 

Cars 1,470,402  45 

Telegraph 50,081  69 

Dnane  street  Pier. . .  12,878  86 
Dunkirk  Harbor  Im- 
provement  

Steamboats  and  Bar- 
ges    on     Hudson 

River  

Office  Expenses 

Engineering 4*6,878  67 

Agencies *. ,;        148,068  00 

Contingencies  . . . .  . .        172,826  71 

Interest  on  Stock, 
according  to  terms 
of      subscription, 

&c.,  «tc 1,651,694  18 

Interest  on  first 
Mort^.ige  Bonds 
paid      to      State 

Comptroller 499,944  17 

Discount  on  sale  of 

Bond^.: 1,765,464  08 

Construction  previ- 
ous to  1846 1,861,61618 


451,219  07 
896,860  58 


613,862  87         57.887  98 


68,324  91 

88,647  84 

28,241  58 

4,029  60 

82,149  49 

12,284  16 

59,780  84 

820,048  40 
6,386  57 


12,066  74 


205,586  90 
195,996  63 


1,505  84 


21,675  00 

24,576  24 
80.733  40 
80,381  46 
93,626  60 


116,254  66 


T/U  old  aecount  of  exptiuiilvres  pru>r  la  lA   ■ 
subscriptions  received  in  1845,  is  as  JoUoks  : 

SUte  Loan  released S3,000,000  00 

Forfeited  Stock 65,571  29 

Six  per  cent.  Certificates 265,515  42 

Seven     „  ,,  i*«^-:    163,146  4* 

Drafla  at  pleaimre 64  03 

Stock  surrendered 742,100  00 

Bills  payabls 2,8»9  81 

New  Stock  given  for  old  surrender- 
ed,  cash  paid,   and  outstanding 

liabilities 917,600  48 

Old  Stock  not  surrendered 12,400  00 


Tolds •81,322,884  21  •4,661,101  44 


ToUl »6,169,284  42 

This  is  now  represented  bn : 

New  Stock ;. 742.100  00 

Seven  per  cent.  Cert  ificatcs ,OT3,868  90 

Old  outstanding  liabiliti(*s....  .... .         14.214  61 

Cash  paid  on  old  account 101,432  72 

4     *:  ,       Total •1,861,616  IS 

The  expenditures  which  have  l>cen  made  during 
the  past  year,  -Itavo  been  incnrred  f-r  the  follow- 
ing  purposes : — 

Advances  to  the  Union  Railroad  Company,  for 
laying  down  a  wide  track  fVom  Jersey  City  to 
SnfTerns,  thirty-one  and  a  half  miles,  and  a  second 
track  to  Paterson,  including  turn-tables,  station 
houses,  sidetracks;  two  extensive  bridges,  for  a 
double  track  across  the  Hackensack  and  Passaic 
Rivers,  with  large  and  substantial  draws;  several 
smaller  bridges  and  culverts  ;  the  widening  of  the 
Boiling  Spring  quicksand  and  other  cuts ;  several 
other  excavations;  raising  and  widening  the  em- 
bankments ;  ballasting  a  considerable  portion  of 
the  distance ;  extending  and  re-lmilding  the  cul- 
verts, cattle  guard*  and  passes  ;  fencing ;  and  the 
purchase  of  ad<*itional  grounds  and  facilities,  for 
conducting  the  operations  of  this  part  of  the 
road. 

On  the  Eastern  Division,  thirty-four  miles  of  the 
second  track,  have  been  completed  and  brought 
into  use,  ten  miles  more  are  nearly  completed, 
and  the  grading  and  ballasting  on  twelve  miles 
more,  almost  finished  and  ready  for  the  super- 
Btractare. 

On  this  Division  there  have  been  built  and 
brought  into  use,  eleven  double  track  bridges, 
each  of  from  twenty-one  to  one  hundred  and  sixty- 
three  feet  span,  tyeeides  six  bridges,  the  masonry 
of  which  has  been  completed,  and  the  snperstrnc- 
ture  hearly  finished ;  and  the  Nevorsink  Bridge, 
the  masonry  of  which  is  nearly  completed.  Tliere 
have  also  been  built,  nine  arch  culverts,  of  from 
six  to  twenty-flve  feet  span,  and  a  number  of 
cattle  guards,  passes  and  road  crossings. 

In  nearly  every  case,  it  has  been  necessary  to 
build  the  above  mentioned  bridges,   culvert,   &c 
for  both  tracks,  as  the  old  structures  were  of  a 
temporary  character. 

The  grading  for  the  second  track,  from  OtlsviHe 
to  Delaware,  was  very  heavy  and  expensive,  a 
considerable  portion  of  it  being  heavy  rock  ex- 
cavation. 

On  the  Delaware  Division,  east  of  Depos't,  sere> 
ral  side  tracks  have  been  pot  in,  and  others  ex- 
tended, to  accommodate  the  increased  number  and 
length  of  the  freight  trains.  The  excavations  and 
embankments  have  been  widened.  The  masonry 
for  the  bridge  across  the  Delaware  River,  at  Del- 
aware, (required  to  be  built  as  one  of  tho  condi- 
tions of  the  Pennsylvania  charter)  has  been  about 
one-third  finished,  and  tho  timber  for  the  super- 
structure furnished. 

Between  Deposit  and  Susquehanna,  (fourteen 
and  one-half  miles)  the  grading  for  the  second 
track  has  been  nearly  completed,  tho  cross  ties 
and  Iron  delivered,  and  the  ballasting  for  four 
miles  done,  ready  for  the  superstructure. 

This  work  has  been  very  expensive,  in  conse- 
quence of  the  large  amount  of  rock  lequired  to  be 
excavated. 

On  the  Susquehanna  Division,  eighty-six  .and 
three-fourth  consecative  miles  of  the  second  track, 
have  been  completed  and  brouight  Into  nsa,  ex- 
tcndlni  to  ths  juneUon  with  the  railroad  to  Gaaaa* 


AMERICAN    RAILROAD    JOURNAL. 


The  lumber  cleared  from  tho  land,  id  fallowtd 
immediately  by  iis  settJcmeiit ;  and  though  the 
traiiS|>ortation  of  lumber  is  the  least  profitable 
branch  of  business  done,  it  is  a  subject  worthy  of 
careful  attention,  whether  provision  should  not  be 
.  made  for  carrying  it,  at  remunerative  prices,  at 
least  to  the  nearest  shipping  pUce  by  water,  for 
the  advantage  which  will  ultimately  be  received, 
in  the  perm^inent  revenue  arising  from  the  con- 
veyance of  the  agricultural  products  of  the  land 
thus  cle.ired,  and  that  of  other  freights  and  pas- 
sengers incident  to  its  seitlement.  The  population 
of  the  district  through  which  tlie  road  passes,  or 
from  which  it  draws  its  tra.'^Ie  and  travel,  was 
about  seven  hundred  and  fifty  thousand  in  1860, 
and  had  increased  nineteen  per  cent,  in  ten  years. 
The  present  population  exceeds  eighteen  hundred 
thousand.  The  valuation  of  the  real  estate  in 
1852,  of  those  portions  of  the  above  mentioned 
district  within  the  State  of  New  York,  wju  one 
'  hundred  and  fifty  millions  of  dollars,  and  of  the 
assexsed  iHjrsonal  estate,  twenty-two  millions. — 
The  number  of  acres  of  Improved  Lands  in  1845, 
Avas  nearly  three  millions,  it  now  exceeds  five  mil- 
lions of  acres,  including  those  in  New  Jersey  and 
Pennsylvania.  The  value  of  the  manufactured 
articles  in  mills  and  tanneries,  was  more  than  ten 
millions  of  dollars  in  1845.  The  value  of  the  an- 
nual products  of  the  dairies,  lumber,  coal  and 
cereal  products,  amounted  to  over  twenty  mil- 
lions of  dollars  in  1840,  and  including  the  manu- 
factured articles,  now  probably  exceed  sixty  mil- 
lions of  dollars  annually. 

In  the  older  countries  of  Europe,  the  business 
of  their  railroads  arrives  nearly  at  a  maximum,  a 
f«#w  years  after  they  are  opened ;  and  to  a  certain 
•xtent,  the  same  result  takes  place  on  some  of 
tb«  railroads  in  New  England,  where  rival  lines 
are  certain  to  be  established,  whenever  the  busi- 
ness of  one  proves  very  productive. 

This  isciot  the  case  however  on  the  railroads  of 
the  West,  or  those  built  on  the  great  lines  between 
it  and  the  Atlantic,  and  particularly  on  the  New 
York  and  Erie  Railroad. 

Thtj  ?an.d  increjvse  in  the  settlement  of  the 
country,  the  continued  opening  of  new,  and  the 
extension  of  old  lines  of  railroads,  as  well  as  that 
of  lakes,  rivers  and  canals,  pour  into  the  main 
channels  an  annual  increase  of  trade,  which  none 
of  them  have  hitherto  anticipated,  or  have  made 
BufiScient  pro\  ision  to  perform. 

The  New  York  Central,  (as  the  combined  lines 
between  Albany  and  Bufialo  are  now  termed)  ten 
years  ago,  occupied  the  same  position  in  refer- 
ence to  its  prospective  revenues,  that  the  Erie 
Railroad  does  now.  Few  pei  sons  at  that  period 
would  have  hazarded  a  prediction  of  an  increase 
in  its  business  equal  to  that  which  has  annually 
taken  place  since  the  period,  when  it  was  com- 
monly regarded  as  having  attained  its  maxi- 
mum. 

The  country  adjacent  to  the  line  nf  the  Erie 
and  its  contributing  roads  and  water  ways,  is  as 
yet  only  partially  developed  ;  and  the  same  causes 
which  have  hitherto  so  wonderAilly  increased 
its  local  receipts,  must  coutinue  to  operate  to 
the  same,  or  to  a  greater  extent,  for  many  succes- 
sive years. 

The  terminus  of  the  Road  being  at  the  largest 
city  in  the  Union,  will,  as  is  the  case  with  other 
roads  leading  therefrom,  ultimately  render  much 
of  the  first  seventy  miles  of  the  adjacent  country, 
a  series  of  villages  and  gardens,  which  will  fur- 
nish the  Road  with  a  very  large  amount  of  travel 
and  freight,  in  proportion  to  its  area,  over  the 
three  lines  from  Chester  to  Newburg,  Piermont 
and  Jersey  City — an  aggregate  length  of  nearly 
one  hundred  miles  of  road. 

The  system  of  commuting  for  short  distances, 
has  been  followed  by  the  best  results,  on  many  of 
the  Roads  leading  from  New  York,  Boston,  and 
other  places,  but  has  not  yet  been  introduced  to 
any  extent  on  this  Road. 

The  charge  fur  commuting  passengers,  on  the 
Boston  roa(^,  is  from  thirty  dollars  per  annum  for 
five  miles,  to  ninety  dollars  for  tw«nty-flve  miles, 
wtxich  is  flstioiAted  to  be  about  on*  cent  per  pas* 


senger  per  mile.  On  tho  Harlem,  the  charge  for 
one  class  of  passengers  is  from  twenty-five  dollars 
per  annum  for  six  miles,  to  forty  dollars  for 
eighteen  to  thirty  miles ;  and  for  anoth'-r  class, 
thirty-five  and  forty-five  dollars,  for  the  distances 
mentioned;  which  is  estimated  to  bo  about  half-a- 
cent  a  mile,  for  the  first  class  named,  and  two- 
thirds  of  a  cent  for  the  other.  The  number  of 
annual  coramutors  on  the  Boston  roads  is  about 
four  thousand,  arid  on  the  Harlem,  over  thirteen 
hundred. 

These  rates  would  bo  considered  very  low,  if  it 
was  not  remembered  that  commuting  passengers 
aflFord  a  regular,  uniform  business,  for  the  doing  of 
which,  precise  provision  can  be  made,  and  that  the 
additional  business,  which  is  always  done  by  the 
same  trains,  is  attended  with  a  very  slight  .id- 
dition  to  the  expenses.  The  commutation  is  con- 
fined to  the  head  of  the  family— the  other  mem- 
bers, friends,  visiters,  and  the  incidental  trade, 
furnish  a  large  and  profitable  addition  to  the 
business. 

It  must  also  be  considered,  that  the  commuta- 
tion system  establishes   a  population  along  the 
line,  which  will   furnish   a  iK-rmanem   source  of 
revenue,  for  which  there  is  no  danger  of  competi 
tion,  diversion,  or  diminution.        ..   v- 


A. — THE  CHARACTER  OF  TH!".  ROAD  AS  CONSTHCCT- 
£D,  AND  ITS  COST, 

The  aggregate  amount  of  curvature  is  twenty- 
two  thousand  two  hundred  and  fifty-two  degrees, 
in  four  hundred  and  forty-five  miles  of  tho  main 
track,  makittg  an  average  of  fifty  degrees  per 
mile.  Sixty-four  per  cent,  of  the  whole  distance 
is  straight  lines. 

The  annexed  ti.bles  (C)  show  the  amount  of 
curvature  and  tangents,  as  well  as  the  grades,  ar- 
ranged in  classes. 

The  whole  amount  of  ascents  and  descents  is 
eight  thousand  attd  fifty-six  feet  in  foar  hundred 
and  forty-five  miles,  making  an  average  of  eigh- 
teen feet  per  mile. 

From  Almond  Summit  to  Delaware,  a  distance 
of  two  hundred  and  Irfty-six  miles,  the  heaviest 
grade  in  the  direction  of  the  greatest  trade  (east- 
ward) is  only  five  feet  per  mile,  except  for  a  dis- 
tance of  six  miles. 

From  Dunkirk  to  the  summit  between  Lake 
Erie  and  the  Allegany  River,  the  maximum  op- 
posing grade  going  east  is  forty  feet  per  mile,  and 
WJSt  is  thirty-five  feet.  Thence  to  Great  Valley, 
east  is  forty  feet,  and  west  is  thirty  feet.  Thence 
to  Olean,  cast  is  fifteen  feet,  and  west  is  twenty- 
five  feet.  Thence  to  the  summit  between  the  Al- 
legany and  Genesee  Rivers,  the  maximum  grade 
east  is  thirty-nine  feet  and  west  is  thirty-five  feet. 
Thence  ta^Belvidere,  east  it  is  level  or  descending, 
and  wesl  is  forty-nine  feet.  Thence  to  Phillips- 
ville,  east  it  is  descending,  and  west  is  twenty- 
three  feet.  Thence  to  Andover,  east  is  forty  feet, 
and  west  it  is  level,  or  descending. 

From  Andover,  to  the  summit  between  the 
Genesee  and  Canisteo,  the  maximum  grade  east  is 
forty  feet,  and  west  it  is  level  or  descending. — 
Thence  to  Hornellsville,  it  is  level  or  descending 
east,  and  west  is  fifty  feet.  From  Hornellsville  to 
Corning,  the  maximum  grade  east  is  level  or  des- 
cending, and  west,  is  ten  feet.  From  Coming  to 
Susquehanna,  the  maximum  grade  east  is  five 
feet,  and  west  it  is  ten  feet;  thence  to  the  summit 
between  the  Susquehanna,  and  Delaware  rivers, 
the  grade  for  six  miles,  is  ascending  east  sixty 
feet  per  mile,  and  thence  to  Deposit,  seven  miles, 
it  descends  uniformly  east  fifty-eight  feet. 

From  Deposit  to  Delaware,  the  grad^  is  level  or 
descending  east,  and  the  maximum  west  is  fifteen 
feet.  From  Delaware  to  Otisvilla  is  a  uniform 
grade,  jiscending  eauit  of  forty-five  feet.  Thence 
lo  Chester,  th«  maximum  east  is  fifty-six  feet,  and 
west,  is  sixty  feet.  Thence  to  Sufil-rus,  the  maxi- 
mum east,  is  fifty-eight  feet,  and  west  is  fifty 
feet. 

From  Sufiems  to  Blanveltville,  the  maximum 
grade  east  is  fifty-nine  feet,  and  west  it  is  sixty 
feet.    From  BlaaveltTille  to  Pier,  the  grade  is 


level  or  descending  ea&t,  and  the  maximum  west 
is  fifty  feet. 

From  Otisville  to  Chester,  and  thence  by  the 
way  of  the  Newburg  Branch,  to  the  Hudson  River, 
the  grades  east  are  level  or  descending,  except 
nine  and  a  half  miles,  and  from  the  Alm<*iid  Sum- 
mit to  this  terminus  of  the  road,  a  distance  of 
three  hundred  and  nine  miles,  the  grades  east  are 
mostly  level  or  descending,  the  opi>osing  grades 
east,  with  the  exception  of  twenty-eight  miles, 
not  exceeding  a  maximum  of  five  f«»et  to  the 
mile. 

The  annexed  tables  (D)  furnish  the  number  and 
span  ol  the  Bridges  and  Culverts,  the  dimensions 
of  tbe  cuttings  and  embankments,  the  quantity  of 
ballasting  done,  the  number  and  dimensions  of  tbe 
cross-ties,  chairs  and  spikes,  and  the  quantity  of 
iron  rails  in  the  main  tracks  and  sidings. 

The  whole  length  of  the  main  track,  from  th» 
Pier  to  Dunkirk,  is  four  hundred  and  forty-five 
miles,  and  (including  the  Newburg  Branch  of 
nineteen  mile's,  and  the  Union  Railroad  to  Jersey 
City  of  thirty-one  and  a  half  miles,)  is  four  hun- 
dred and  ninety-five  miles. 

The  whole  length  of  the  second  track  completed 
and  in  use,  is  one  hundred  and  thirty-seven  and 
one  third  miles,  viz  : — From  the  Pier  to  Clarks- 
town,  eight  and  three-fourth  miles,  from  Sufil-ms 
to  Otisville,  forty-three  and  one-half  •miles,  and 
from  Susquehanna  to  the  Junction  near  Elmira, 
eighty-five  miles.  It  is  also  in  progress,  and  will 
be  completed  in  January  next,  from  Bergen  to 
Paterson,  fourteen  and  one-fourth  miles,  from 
Otisville  to  Delaware,  twelve  and  two-third  miles, 
and  from  Deposit  to  Susquehanna,  fifteen  and  a 
half  miles,  making  together  one  hundred  and 
eighty  miles  of  second  track,  besides  eighty  miles 
of  the  turnouts  and  sidings. 

Considering  tbe  several  lines  to  the  Hudson 
River,  as  equivalent  to  a  double  track,  a  second 
track  will  soon  be  in  use  from  New  York  to  Corn- 
ing a  distance  of  two  hundred  and  ninety-one 
miles  except  ninety  miles  along  the  Delaware,  and 
fourteen  miles  along  th«  Chemung,  the  construc- 
tion of  which  will  not  be  required  until  the  busi- 
ness of  the  road  is  largely  increased. 

The  Cuttings  for  the  first  track,  were  made 
twenty  feet  wide,  and  for  the  second  track,  twenty- 
three  feet. 

The  Embankments  for  the  first  track,  were  made 
fourteen  feet,  and  for  the  second,  thirteen  feet 
wide. 

The  slopes  in  earth  were  made,  from  one  and 
one-half  to  one,  to  two  to  one,  and  in  rock,  from 
one-fifth  to  one,  to  one-half  to  one. 

The  Ballasting  has  been  well  done,  on  three 
hundred  and  thirty-eight  miles  of  the  first,  and 
one  hundred  and  thirty-nine  miles  of  the  second 
track.  The  material  used  for  the  embankments, 
on  the  remainder  of  the  distance,  being  chiefiy  on 
the  Susquehanna  Division  was  deemed  sufficient 
withQiit  the  use  of  ballasting.  It  may  be  ad- 
visable at  some  future  period  however,  to  ballast 
one  hundred  miles  of  this  division,  and  about  fitly 
miles  in  other  places.  ,  . 

The  Cross  Ties  are  generally  nine  feet  long,  six 
inches  thick,  with  six  to  eight  inches  face. 

The  number  of  ties  laid  in  the  track  is  two 
thousand  nine  hundred  and  thirty-four  per  mile. 
The  number  originally  laid,  was  two  thousand 
two  hundred. 

The  longitudinal  sil  s,  which  were  used  on  the 
Eastern  and  Delaware  Divisions,  have  generally 
been  removed,  and  substantial  ties  and  full  bal- 
lasting substituted. 

The  Chairs  weigh  twenty-fiv«  pounds  each. 
Those  on  the  old  track  weighed  seventeen  pounds. 
About  four  tons  of  spikes  have  been  used  to  the 
mile. 

The  qtiantity  of  Iron  Rails  laid  in  the  tracks,  is 
nearly  seventy  thousand  tons,  making  seven  hund- 
red and  fifteen  miles  of  road,  including  nearly 
eighty  miles  of  turn-outs.  The  weight  of  the 
rails  in  the  main  tracks,  are  generally  from  fifty- 
eight  to  seventy  pounds  per  lineal  yard,  and  those 
in  the  sidings  are  from  fifty-six  to  sixty  pounds. 

AU  defbcUvc  aod  wora-out  rails,  bare  been  re- 
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pUced  with  new  Iron,  so  that  hercAfter,  the  •nntial 
replacement  of  the  rails,  will  onlj  be  that,  which 
is  necessary  lo  meet  the  usual  wear.  The  light 
rails  used  in  the  old  track,  have  generally  been 
replaced  by  new  and  heavier  ones. 

Tho  cliii^f  part  of  the  railB  which  are  taken  out 
of  tho  main  track,  are  suitable  and  are  required, 
for  extending  and  increasing  the  number  of  tho 
side  tracks  at  tho  stations,  to  accommodate  the 
annually  increasing  business. 

The  number  of  lineal  feet  of  Bridging  built,  is 
twenty-flvo  thousand  three  hundred  and  thirty- 
seven,  of  which  five  thousand  four  hundred  and 
seventy-eight  feet,  are  for  the  second  track.  Onc- 
balf  of  the  length,  is  in  spans  of  one  hundred  and 
fifty  feet  and  over. 

The  bridges  have  all  been  constructed  in  tho 
most  permanent  manner,  either  originally,  or  by 
the  substitution  of  new  ones,  whore  those  first 
built  were  found  to  be  weak  or  df  fcctive. 

During  the  last  year  there  was  expended  S161,- 
070  60  in  building  new  bridges. 

There  arc  one  hundred  and  fifty  eight  Arch,  six 
hundred  and  three  Box,  two  hundred  and  fifty 
three  open  stone  Culverts,  and  three  stone  Via- 
ducts, of  from  fifteen  to  thirty  feet  span,  and  one 
of  seventeen  arches  of  flffy-ono  feet  span. 

A  number  of  stone  culverts  have  been  built,  in 
place  of  wooden  bridges  during  the  last  two 
years. 

There  are  three  large  Machine  Shops :  viz :  at 
Piermont,  Susquehanna  and  Dunkirk,  fitted  up 
with  the  most  complete  set  of  tools  and  con- 
veniences, for  repairing  and  fitting  up  locomotives, 
&Ai.,  and  extensive  shops  and  buildings  similarly 
equipped,  for  repairing  and  manufacturing  cars. 

There  arc  also  five  smaller  Machine  Shops,  and 
thirty-five  Engine  houses,  containing  in  the  aggre- 
gate over  one  hundred  stalls,  together  with  flfteert 
lum-tHbles. 

There  are  fourteen  passenger  houses  and  re- 
freshment saloons,  twenty-nine  freight  houses  and 
forty-six  station  houses,  used  for  both  purposes; 
twelve  buildings  used  for  dwelling,  oflBces,  &c., 
ami  flfly-flve  smaller  buildings  used  for  various 
other  purposes.  This  statement  docs  not  include 
the  block  of  buildings,  owned  by  the  Company  in 
the  City  of  New  York. 

There  are  also  twelve  thousand  six  hundred  and 
forty-eight  lineal  feet  of  wood  houses,  and  a  large 
number  of  water  stations. 

The  road  has  l)een  in  use  a  suflScient  length  of 
lime,  to  show  what  slopes  of  cuttings  and  fillings 
wero  required,  what  side  ditches  and  other  pro- 
tections were  necessary,  to  allow  the  embankments 
to  become  ^ell  settled,  to  determine  the  strength 
and  stability  of  the  bridges,  and  to  test  the 
strength  of  the  iron  and  the  quality  of  all  the  ma- 
terials used. 

The  impel fections  of  original  construction,  have 
been  corrected,  wherever  it  was  necessary,  by  the 
•nlargement  of  the  excavations  and  embankments, 
by  the  construction  of  bank  walls,  by  the  raising 
of  embankments  and  the  substitution  of  new 
structures,  iron  and  materials,  wherever  those 
oritinally  put  in  were  defective  or  have  decayed. 

The  road  is  therefore  at  this  time,  in  a  more 
perfect  condition,  than  it  has  been  at  any  previous 
period,  and  the  future  expenditures  for  these  pur- 
poses, will  be  materially  diminished. 

The  number  of  Locomotives  owned  by  this  Com- 
pany, is  one  hundred  and  fifty,  of  which  three  are 
worn  out ;  three  are  in  the  shops,  undergoing  ge- 
neral repairs,  and  twclre  others,  slight  repairs, 
leaving  one  hundred  and  thirty-two  in  use.  Of 
those  in  use,  thirty-one  require  slight  repairs,  and 
on*  hundred  and  one  are  in  complete  order.  Eight 
of  tiic  engines  were  run  on  the  narrow  gauge, 
between  I'aterson  and  Jersey  City,  and  are  thrown 
out  of  use  \)Y  the  completion  of  the  broad  gauge 
track,  ovi-r  that  portion  of  t'le  road. 

Contracts  have  been  made  for  sixty  new  en- 
gines which  will  be  delivered  during  the  ensuing 
six  months. 

The  annexed  tables  (Ej  exhibit  the  number  of 
engines,  enployed  on  each  division  of  the  road, 
the  condition,  the  eost  of  tb«  ordintry  ud  •xtr»> 


ordinary  repairs  on  each  engine,  and  the  number 
of  miles  run,  and  the  cost  per  mile  run  by  each, 
for  the  last  year. 

The  cost  of  ordinary  repairs  was.  $148,744  86 
„       „     „  extraord.       „         „    .    139,899  96 

„     number  of  miles  run         2,790,509 

„     cost  of  ordinary  repairs  per  mile  mn  was 

63-3  cents. 
„      „    of  extraordinary   repairs  per  mile 

run  was  6  cents. 

A  lino  of  Magnetic  Telegraph  extends  ov«r  the 
whole  length  of  tho  main  road  and  tho  Union  and 
Newburg  Branches,  and  also  over  several  of  the 
connecting  roads. 

The  length  of  Telegraph  line  operated  by  this 
Company,  is  four  hundre<l  and  ninety-seven  miles ; 
the  number  cf  oflfices  is  fifly-scven,  and  the  num- 
ber of  Tclrgrai»h  operators  employed  is  sixty- 
five. 

The  expenditure  for  its  construction  has  been 
SoO,000,  and  tho  annual  cost  of  maintaining  and 
opeiating  it  is  $3,000. 

The  cost  of  tho  road  and  equipment  to  tho  pres- 
ent dale,  and  the  expenditures  Ihureon  during  the 
past  year,  are  as  follows ; — 

■'':-:,  Expenditure 

during  the  year 

ONWIMT    ACCOUNT.     PRESENT  COST.    Cuding  Sept.30, 

1863. 
For  graduation,  ma- 
sonry, and  bridges, 
as  follows : — 
Grading,    trans- 
portation     of 
laborers    and 
materials,  and 
gravel       and 
hand-cars...  .812,959,619  07  »2,261,8^9  43 


254,941  21 

233,778  97 

161,604  78 

92,974  01 


Superstructure 2,374,186  08 

Iron 3,764,216  03 

Stations,    buildings, 
and  fixtures,  viz: 
Freight  and  Pas- 
senger Depots. 
Water    Stations 
and         Wood 

Sheds 

Machine       and 

Workshops. . . 

Machinery       in 

Shops .  .* 

Depot  and  Stor- 
es in  N.York  . 
Land,  land  damages 

and  fences 1,159,515  16 

Locomotives  and  fix- 
tures       1,362,971  45 

Passenger  and  B.\g- 

gage  Cars 392,669  62 

Freight     and    other 

Cars 1,470,402  45 

Telegraph 60,081  69 

Duane  street  Pier. . .  12,878  86 
Dunkirk  Harbor  Im- 
provement   

Steamboats  and  Bar- 
ges    on     Hudson 

River  

Office  Expenses 

Engineering 476,878  67 

Agencies 148,068  00 

Contingencies 172,326  71 

Interest  on  Stock, 
according  to  terms 
of      subscription, 

&c.,  &c 1,651,694  13 

Interest  on  first 
Mortgage  Bonds 
paid       to  ■    State 

Comptroller 499,944  17 

Discount  on  sale  of 

Bonds 1,765,464  08 

Construction  previ- 
ous to  1846 1,361,616  13 


461,219  07 
896,800  58 


613,362  87         67,887  98 


66,324  91 

83,647  84 

28,241  68 

4,029  60 

82,149  49 

12,284  16 

69,780  84 

820,048  40 
6,386  67 


12,066  74 


206,586  90 
1<I6,996  63 


1,605  84 


21,675  00 
24,576  24 
80.733  40 
80,381  45 
93,625  60 


116,264  66 


Tke  old  acanint  of  erpeiuiitvres  prittr  lo  tk    • 
svbscriptioni  received  in  1845,  ii  as  follows  .- 

Slate  Loan  released S3,000.000  00 

Forfeited  Stock 65,871  29 

Six  per  cent.  Certificates 266,615  42 

Seven     „  163,140  4« 

Drafts  at  pleasure 6 1  (»3 

Stock  surrcnd»red 742,100  00 

Bills  payabU 2,8V9  81 

New  Stock  given  for  old  surrender- 
ed,  cash  paid,   and  outstanding 

liabilltiejt 917,000  48 

Old  Stock  not  surrendered 12,400  00 


ToUl ...S6,109,284  42 

TMi  is  rune  represented  by  ; 

New  Stock '. 742.100  00 

Seven  per  cent.  Certificates 603,868  90 

Old  outstanding  liabilities 14.214  51 

Cash  paid  on  old  account 101,432  73 


Total! ft81,322,884  21  94,661,101  44 


Total S1,361,616  13 

The  expenditures  which  have  1>crn  made  during 
the  past  year,  have  been  incurred  f-r  the  follow- 
ing purposes : — 

Advances  to  the  Union  Railroad  Company,  for 
laying  down  a  wide  track  from  Jersey  City  to 
SufTerns,  thirty-one  and  a  half  miles,  and  a  second 
track  to  Paterson,  including  tnm-tables,  station 
houses,  side  tracks:  two  extensive  bridges,  for  a 
double  track  across  the  Hackensack  and  PasR.iic 
Rivers,  with  large  and  substantial  draws ;  several 
smaller  bridges  and  culverts  ;  the  widening  of  the 
Boiling  Spring  quicksand  and  other  cuts ;  several 
other  excavations ;  raising  and  widening  the  em- 
bankments; ballasting  a  considerable  portion  of 
the  distance;  extending  and  re-building  the  cul- 
verts, cattle  guards  and  passes  ;  fencing ;  and  tho 
purchase  of  ad«'ition»l  grounds  and  facilities,  for 
conducting  the  operations  of  this  part  of  the 
road. 

On  the  Eastern  Division,  thirty-four  miles  of  the 
second  track,  have  been  completed  and  brought 
into  use,  ten  miles  more  are  nearly  complet<'d, 
and  the  grading  and  balla-sting  on  twelve  miles 
more,  almost  finished  and  ready  for  the  supcr- 
•truclure. 

On  this  Division  there  have  been  built  and 
brought  into  use,  eleven  doiible  track  hridees, 
each  of  from  twenty-one  to  one  hundred  and  sixty- 
three  feet  span,  besides  six  bridges,  the  masonry 
of  which  has  been  completed,  and  the  su|>eratrnc- 
ture  hearly  finished ;  and  the  Ntvorsink  Bridge, 
the  masonry  of  which  is  nearly  completed.  There 
have  al.«iO  been  built,  nine  arch  culverts,  of  from 
six  to  twenty-five  feet  span,  and  a  number  of 
cattle  guards,  passes  and  road  crossings. 

In  nearly  every  case,  it  has  been  necessary  to 
build  the  above  mentioned  bridges,   culvert,   &c 
for  both  tracks,  as  tho  old  structures  were  of  a 
temporary  character. 

The  grading  for  the  second  track,  from  Otisvills 
to  Delaware,  was  very  heavy  and  expensive,  a 
considerable  portion  of  it  being  heavy  rock  ex- 
cavation. 

On  the  Delaware  Division,  east  of  Depos't,  seve- 
ral side  tracks  have  been  put  in,  and  others  ex-  - 
tended,  to  accommodate  the  increased  numt>erand 
length  of  the  freight  trains,  The  excavations  and 
embankments  have  been  widemd.  The  masonry 
for  the  bridge  across  the  Delaware  River,  at  Del- 
aware (required  to  be  built  as  one  of  the  condi- 
tions of  the  Pennsylvania  charter)  has  been  about  • 
one-third  finished.  And  tho  timber  for  the  super- 
structure furnished. 

Between  Deposit  and  Susquehanna,  (fourteen 
and  one-half  miles)  the  grading  for  the  second 
track  has  been  nearly  completed,  tho  cross  tics 
and  iron  delivered,-  and  tho  ballasting  for  four 
miles  done,  rca<ly  for  the  superstructure. 

This  work  Las  been  very  exfionsive,  in  conse- 
quence of  the  large  amount  of  rock  leqnired  tob«' 
excavated. 

On  the  Susquehanna  Division,   eighty-six    .ind 
three-fourth  consecutive  miles  of  the  second  track,  * 
bars  been  completed  and  brooglit  into  usa,  ez- 
teodini  to  tb«  jtuotios  «1th  th«  raUroad  to  Caaan* 
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.  ^     daigaa,   four  miles  beyond  Elmira.     Twenty-four 

new  bridges  for  double  track,  of  from  thirty  to 

>  *   one  hundred  and  fifty  feet  span  each,  and  nine 

•        new  bridges  for  siugle  track,  each  of  from  thirty 

to  one  hundred  f«et  span,  have  been  built,  besides 

^     a  large  number  of  new  culverts,   sluices,  cattle 

'; -'    {liards,  road  and  bridge  crossings,  for  the  second 

-<<    track,  and  to  replace  the  original  temporary  struc- 

-'      tures. 

:  .*  ■         The  Depot  grounds  have  been  graded  for  addi- 
tional side  tracks,  and  the  tracks  laid  down,  at  all 
>^     of  the  important  stations,  aud  several  mew  turn- 
tables, track  scales,  and  water  stations  have  been 
built. 
>  .i"         On  the  Western  Division,   the  expenditure  has 
[:■:■    "been  chiefly  incurred,  for  gra«ling  and  putting  in 
'.■i^   aide  tracks,  constructing  fwnces,  widening  ditches, 
and  ballasting  the  road  bed,  and  for  a  new  turn 
table,  aud  freight  and  passenger  house  at  Hornells- 
Tille. 

The  rapid  accumulation'  of  business  on  the 
eastern  end  of  the  road,  rendered  the  construction 
of  a  second  track  necessary,  almost  bimultaneous- 
ly,  with  the  extension  of  the  first  track  to  the 
Lake. 

By  the  opening  of  the  next  season,  a  second 
track  will  be  in  use,  equivalent  to  one  half  of  the 
l«ngth  cf  the  road. 

A  continuance  of  the  present  ratio  of  increase, 
in  the  business  of  the  road,  will  require  additional 
track  facilities,  from  time  to  time,  and  for  this 
purpose,  it  is  intended  to  construct  additional  and 
longer  turn-outa,  on  the  Delaware  Division,  and  at 
some  other  places,  where  they  will  nltiraatfly  form 
portions  of  the  second  track. 

With  these  additions,  the  road  will  be  capable 
of  performing  a  business,  which  will  yield  an  an- 
nual revenue,  of  from  seven  to  eight  millions  of 
dollars. 

All  the  great  lines  of  railroads  in  this  country, 
have  been  subjected  (o  extra  expenses,  arising 
from  th6  gradunl  improvements,  which  they  have 
been  compelled  to  introduce  in  the  superstructure 
and  equipment  of  the  roads,  and  also  from  the 
want  of  sufficient  capital,  which  rendered  it  ne- 
cessary to  obtain  money,  by  the  sale  of  stock  and 
securities,  below  their  par  value. 

The  earlier  built  roads,  have  been  subjected  to 
more  of  the  extra  expense,  arising  from  tho  first 
cause  staled,  than  those  of  recent  construction. 
.01?:.  To  be  continued. 


Pacifle  Railroad. 

The  Secretary  of  War,  in  his  recent  report,  de- 
votes a  portion  of  the  document  to  a  consideration 
'  of  the  subject  of  a  railroad  to  the  Pacific.  80 
much  as  relates  to  the  topography  of  the  country, 
and  the  measures  now  in  progress,  for  more  full 
and  perfect  explanations  of  theregiou  to  be  trav- 
ersed are  given  below. 

The  western  portion  of  the  continent  of  North 
America,  irrespective  of  the  mountains,  is  travers- 
ed from  north  to  south  by  a  broad,  elevated  swell, 
or  plateau  of  land,  which  occupies  the  greater 
portion  of  the  whole  space  between  the  Mi^ssissip- 
pi  river  and  the  Pacific  ocean.  The  crest  of  this 
platean,  or  the  watershed  of  the  country,  is  nearly 
midway  between  the  Pacific  coast  and  the  Missis- 
sippi. It  may  be  represented  on  the  map  by  an 
imdulaling  line,  traced  between  the  head  waters 
of  the  streams  which  flow  eastwaid  and  those 
which  -flow  w^-stward.  It  divides  the  whole  area 
between  the  Mis8issi|H>i-and  the  Pacific  into  two 
nearly  tqual  portions,  that  on  the  east  being 
somewhat  the  larger.  This  crest  of  the  watershed 
has  its  greatest  elevation  in  Mexico,  and  thence 
declines  to  its  lowest  point  about  the  latitude  of 
31,  where  it  has  a  height  of  about  4500  feet,  be- 
A%tn  tha  waters  of  the  Rio  Grande  and  those  oi 
a  tributary  of  tli«  Gila  From  this 
eases  in  latitude  northward,  aud 
near  to  the  thirty-t-ighth 
14.^,000  feet  high.  Thence 
'if^'»i^&nd  in  latitude  42 
'eet  and  in  the 
I'tA  beat! 
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least  1,000  feet  lower.  Tho  heights  here  giveir 
are  those  of  the  lowest  passes  over  the  crest,  or 
watershed,  of  the  great  plateau  of  the  country, 
and  not  those  of  the  mountaut  peaks  and  ridges 
which  have  their  base  upon  it,  and  lisc,  in  some 
cases,  to  the  height  of  17,000  feet,  into  th«  region 
of  perpetual  snow. 

The  slope  of  the  plateau  on  the  east  and  south, 
towards  the  Mississippi  and  the  Qulf  of  Mexico,  is 
comi>aratively  gentle,  and  in  Texas  is  by  several 
steps,  of  which  the  highest  is  that  known  by  the 
name  of  "  Llano  Estracado,"  or  Staked  Plain.  It 
is  traversed  by  the  Missouri,  the  Platte,  the  Ar- 
kansas, and  other  large  rivers,  which  rise  among 
the  mountains  near  the  crest,  and  flow  eastward 
and  southward,  in  channels  sunk  beneath  the 
general  surface  level  of  the  plains. 

In  latitude  42  deg.,  near  the  source  of  the  Platte, 
it  has  an  elevation  of  about  6,000  feet  above  tide, 
and  in  the  same  latitude  on  the  Mississippi  about 
1,000  feet.  Towards  the  sourcts  of  the  Arkansas, 
in  latitude  36  dep.,  it  has  a  height  of  4,000  feet, 
and  in  the  same  latitude  on  the  Mississippi  276 
feet.  These  elevatioi  s  give  an  average  declina- 
tion eastward,  to  the  whole  plain,  of  about  4i  feet 
[yer  mile,  and  somliwaid  of  about  24  feet 

The  coast  of  th^  plateau,  and  nearly  thi  whole 
of  its  western  portion  to  the  Pacific,  is  occupied 
by  a  great  mountjiiii  system,  the  cobtinuatiou  of 
tWAndes  of  South  Anxcrica.  It  has  a  variable 
bredth,  narrowest  within  our  i)Osse8sions  nt-ar  the 
Giia,  ill  latitude  32  degrtes,  tvliere  it  has  a  widili 
of  about  500  miles,  and  attains  its  {greatest  exi)an- 
iion  in  the  parallel  of  13  dcgres,  where  it  occupies 
a  space  of  about  900  miles.  On  this  mountain 
base,  as  has  been  said  before,  are  situated  a  se- 
ries of  elevated  peaks,  ridges,  and  ranges.  Those 
on  the  eastern  side  are  nearly  continuous  for  about 
900  miles,  and  known  by  the  name  of  the  Rocky 
Mountains;  those  on  the  western  side  are,  perhaps, 
less  coutinuous,  although  equally  elevated  above 
the  base,  and  designated  as  tho  Sierra  Nevada, 
Coast  Range,  Cascadu  Mountains,  etc.  The  whole 
space  between  these  extrem«J  ranges  is  occupied 
by  high  peaks,  and  in  various  directions  by  a  se- 
ries of  ridges,  including  elevated  valleys,  and 
forming  great  basins,  having  no  outlet  to  the  sea. 
The  most  important  of  these  is  Salt  Lake  Basin, 
having  an  elevation  of  4,100  feet. 

This  mountain  region  is  not,  as -is  frequently 
supposed,  a  single  chain,  but  a  system,  extending 
fVom  a  little  east  of  the  crest  of  the  watershed  to 
near  the  shores  of  the  Pacific,  and  occupying 
about  one-half  of  all  the  space  between  the  Mis- 
sissippi aud  the  Pacific  ocean.  The  position  of 
this  belt  of  mountain  region,  stretching  from  north 
to  south,  gives  rise  to  a  peculiarty  of  climate  and 
soil.  Fertility  depends  iirincipally  upon  the  de- 
gree of  temijerature  and  the  amount  of  moisture, 
both  of  which  are  much  affected  by  insrease  of 
elevation,  aud  the  latter  also  depen<U  on  the  di- 
rection of  the  wind.  The  upper  or  return  current 
of  the  trade  wind,  flowing  backwards  towards  the 
northeast,  gives  a  prevalenee  of  westerly  winds  in 
the  north  tempe  au  zo  le,  which  t  ^ids  to  sprea  1  tli  • 
moisture  from  the  Pacific  over  the  western  por- 
tion of  our  continent. 

These  winds,  however,  ascending  the  western 
slope  of  the  mountain  ridges,  are  deprived  of  their 
moisture  by  the  diminished  temperature  of  the 
increased  elevatioo,  and  hence  it  is  that  the  plains 
and  valleys  on  the  eastern  sides  of  the  ridges  are 
generally  parched  and  barren,  and  that  f  h  moun- 
tain sywU'm,  the  highest  chain  of  which  is  known 
as  the  Rocky  Mountains,  by  jiresenting,  as  it 
were,  a  screen  against  tlic  moisture  with  which 
the  winds  of  the  west  come  la  len — has  for  its 
eastern  margin  a  sterile  bolt,  which  probably  ex- 
tends along  the  whole  ra:ig'',  with  an  average 
width  of  about  250  miles. 

These  general  views,  derived  as  they  have  been 
from  imperfect  datrt,  may  yet  serve  to  give  some 
idea  of  the  iuimousu  ruagnitude  of  the  work  nec- 
essary to  construct  *  railway  from  the  Atlantic  to 
the  Pacific. 

No  work  for  artificial  commanlcation  has  ever 
exceeded  it  in  extent  and  physical  difiSculty.    Its 


execution,  however,  is  within  the  means  and 
power  of  the  American  people.  The  degree  of 
practicability  and  the  comparative  economy  and 
eligibility  of  routes  cannot  be  determined  without 
accurate  instrumental  surveys.  An  error  in  the 
selection  of  the  route  may  involve  the  undue  ex- 
penditure of  many  millions,  and  the  ultimate  value 
of  the  work ;  for  this  choice  should  not  depend 
alone  upon  the  apparent  ease  of  construction,  but 
also  upon  the  productive  character  and  general 
resources  of  the  country  through  which  it  pass- 
es. 

From  the  foregoing  sketch,  it  will  be  perceived 
that  the  lines  of  exploration  must  traverse  three 
different  divisions  or  regions  of  country,  lying  par- 
allel to  each  other,  and  extending  north  and  south, 
through  the  whole  of  the  western  possessions  of 
the  United  States.  The  first  is  that  of  the  coun- 
try between  the  Mississippi  and  the  eastern  edge 
of  the  sterile  belt,  having  a  varying  width  of  fVom 
five  hundred  to  $ix  hundred  miles ;  the  second  is 
the  sterile  region,  varying  in  width  from  two  hun- 
dred and  fifty  to  three  hundred  miles,  and  the  third 
the  mountain  region,  having  bredth  of  from  five 
to  nine  hundred  miles. 

Explorations  show  that  the  surface  of  the  first 
division,  with  few  exceptions,  falls  in  gentle  slopes 
from  its  western  boundary  to  the  Mississippi,  at  the 
rate  of  about  six  feet  to  the  mile,  and  that  it  ofibrs 
no  material  obstacle  to  the  construction  of  a  rail- 
way. It  is,  therefore,  west  of  this  that  the  dif9> 
culties  are  to  be  overcome.  The  concurring  testi- 
mony of  reliable  observers  proves  the  second  di- 
vision, or  that  called  the  sterile  region,  to  be  so  in- 
ferior in  vegetation  and  character  of  soil  that  it 
has  received,  and  probably  deserves,  the  name  of 
the  desert.  The  construction  of  a  railway  through 
this  region  will  be  attended  with  obstacles  which, 
thongh  not  insurmountable,  will  be  scarcely  less 
difiSicnlt  to  overcome  than  the  elevations  in  the 
mountain  Passes  in  the  next  division. 

Report  also  gives  the  character  of  extreme  steri- 
lity to  much  of  the  country  embraced  in  the  monn- 
tain  region  ;  yet  in  the  conflict  of  opinion  on  this 
subject,  and  amid  the  variety  of  accounts  which 
have  been  given  of  it,  doubts  have  arisen  in  the 
minds  of  many  as  to  the  possibility  of  existence 
of  such  extensive  regions  within  our  possessions, 
ansuited  to  the  purposes  of  man.  To  settle  this 
question,  with  which  the  construction  of  a  rail- 
way is  intimately  connected,  the  parties  have  been 
instructed  to  collect  all  the  facts  which  may  have 
a  bearing  on  the  capacity  of  these  regions  to  sup- 
port human  life. 

It  was  necessary,  before  determining  what  routes 
should  be  explored,  to  examine  the  information 
which  had  already  been  obtained.  Only  three  par- 
ties had  «xtended  their  explorations  with  proper 
instruments  from  the  Mississippi  to  the  Pacific. — 
The  first  and  most  northein,  was  by  the  way  of 
what  is  called  the  South  Pass  and  the  Sierra  Ne- 
vada; the  second  from  Santa  Fe,  the  Copper 
Mines,  and  along  the  Gila,  and  the  third  l^y  the 
way  of  the  Znni  river  and  the  Colorado. 

Other  surveys  have  been  made  with  barometer 
lovels  over  the  detached  portions  of  the  region  to 
be  explored.  The  information  thus  obtained, 
though  limited,  is  specific  as  far  as  it  goes,  and 
gives  just  ideas  of  the  elevations  and  obstacles  to 
be  surmounted.  Much  valuable  and  reliable  in- 
formation has  also  be  furrdshed  by  the  Mexican 
Boundary  Survey. 

The  explorations  of  Lewis  and  Clarke,  who 
crossed  to  the  Pacific,  and  those  of  Col.  Lon^. 
while  they  throw  much  light  on  the  general  geo- 
graphy aud  topography  of  the  country,  and  have 
served  to  indicate  the  routes  to  be  explored,  do 
not  give  profiles  of  the  regions  passed  over. 

Reports  fVom  travellers  who  have  gone  over  the 
continent  entirely  without  insruments,  are  as  vari- 
ous and  conflicting  as  the  routes  themselves,  and 
even  of  the  same  totally  different  accounts  are 
given.  Any  information  other  than  that  based  on 
accurate  instrumental  measurement,  though  it 
may  be  of  some  importance  in  indicating  routes 
to  be  surveyed,  is '  of  little  value  in  determining 
the  question  of  a  railway.    It  is  necessary  for  tbt« 
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purpose  to  have  well  determined  facts,  and  not 
vague  impressions. 

The  I  xpedition  of  Lewis  and  Clarke  showed  the 
probabilitir  of  a  considerable  indentation  in  the 
crest  of  the  water  shed  of  the  continent,  near  the 
fortyserenth  parrallel  of  north  latitude,  and  indi- 
cated the  probability  of  a  railway  route  in  this 
region,  from  the  head  waters  of  the  tributaries  of 
the  Missouri,  across  to  those  of  Clarke's  river, 

The  party  first  organized  under  the  act  of  Con- 
gress was  the  one  to  explore  this  line,  which  claim- 
ed the  earliest  attention  from  the  known  severity 
and  length  of  the  winter,  and  the  necessity  of  com- 
mencing operations  early  ia  the  year.  It  was 
placed  in  charge  of  Governor  Stevens,  of  Wash- 
ington territory,  who  was  directed  to  operate  from 
8t.  Paul's  or  some  eligible  point  on  the  Upper 
Mississippi,  towards  the  great  bend  of  the  Missou- 
ri river,  and  thence  on  the  table  land  between  the 
tributaries  of  the  Missouri  and  those  of  the  Las- 
katshawan  to  some  eligible  pass  in  the  Bocky 
Mountains.  A  second  party,  commanded  by  Cap- 
tain McClellan,  under  the  direction  of  Governor 
Stevens,  was  directed  to  proceed  at  once  to  Paget 
Sound,  and  explore  the  passes  of  the  Cascade 
range,  meeting  the  eastern  party  between  that 
range  and  the  Rocky  Monntaius. 

Taken  in  geographical  order,  the  next  survey 
ordered  to  bo  made  was  that  entrusted  to  Capi. 
Gunnison,  corps  of  of  Topographical  Engineers. — 
He  was  instructed  to  explore  tho  route  near  the 
88tb  parallel  of  latitude,  by  the  Huerfano  river 
and  Coocho-to  da,  or  some  other  eligible  paw,  llito 
the  mountainous  region  of  the  Grand  and  Green 
rivers,  and  westwardly  to  the  Vegas  of  Santa  Clara 
and  Nicollet's  river  of  the  Great  Basin,  and  thence 
northward  to  the  vicinity  of  Lake  Utah.  Relia- 
ble information  furnished  by  persons  who  had 
bean  extensivery  connected  with  the  western  ex- 
plorations of  the  government,  gave  such  assurance 
that  no  railway  pass  could  be  found  north  of  Kern 
river  into  either  the  Sacramento  or  San  Jojiquin 
valley,  that  it  was  not  deemed  proi>er  to  expend 
any  part  of  the  limited  means  appropiated  in  such 
a  search ;  and  having  learned  that  the  Mormons 
of  the  Great  Salt  Lalie  were  making  a  survey  for 
a  railroad  from  their  settlement  to  Walker's  Pass, 
Capt.  Gunnison,  whose  former  intercourse  with 
their  engineer  would  enable  him  to  obtain  what- 
ever information  he  possessed,  was  directed  to 
procure  a  report  of  that  survey,  thus  connecting' 
his  line  with  the  survey  to  be  ordered  neartbe  35tb 
parallel. 

Postponing  for  future  operations,  if  further  sur- 
veys shall  be  ordered,  the  exploration  of  a  route 
from  the  Salt  Lake  across  the  Sierra  Nevada  to 
the  valley  of  the  Sacramonto,  Capt.  Gunnison  was 
directed  to  return  from  the  Great  Basin  through 
the  Timpanajo  Canon  or  other  passes,  and  across 
the  Weber  and  Bear  rivers  by  the  coal  basin,  to 
Buch  poiut  of  disbandment  as  his  discretion  might 
direct. 

The  next  line  is  that  near  the  thirty-fifth  paral- 
lel, which  is  ia  charge  of  Lieut.  Whipple,  of  the 
corps  of  topographical  engineers.  He  was  directed 
to  ascend  the  valley  of  the  Canadian  river,  to  pass 
around  the  mountains  of  east  Rio  del  Norte,  and 
enter  the  valley  of  that  river  at  some  point  near 
Alburqueque,  thence  to  extend  his  explorations 
west  through  Sierra  Madrc  and  the  mountains 
west  of  Zuni  and  Moqui  countries  to  the  Colorado 
of  the  West,  and  proceeding  in  the  direction  of 
Walker's  Pass,  to  continue  his  survey  by  the  most 
direct  and  practicable  line  to  the  Pacific  ocean. — 
Much  testimony  in  favor  of  the  practicability  of 
this  line  indicated  it  as  a  proper  route  for  explora- 
tion. 

Another  line  further  South  is  that  suggested  by 


Mexico,  and  another  portion  is  north  of  the  line 
of  operations  of  the  boundary  commisi>ion,  and,( 
consequently,  these  were  not  included  in  thej 
boundary  survey.  The  gaps  thus  existing  in  this 
line  are  to  be  filled  up  by  tho  survey  of  Captain 
Pope,  and  that  under  the  direction  of  Lieutenant 
Parke,  both  of  the  corps  of  Topographical  Engi- 
neers. The  instructions  to  the  latter  were  not 
given  until  recently,  because  the  survey  with 
which  he  is  charged  requires  a  part  of  the  line  to 
be  run  within  the  limits  of  Mexico.  The  Mexi- 
can government,  have,  however,  removed  the 
diflSculty  by  granting  authority  to  the  United 
States  to  make  explorations  necessary  to  deter- 
mine the  practicability  of  a  railway  route  in  this 
region. 

Several  partial  routes  on  the  Pacific  side,  to 
connect  as  before  described  with  those  from  the 
east,  were  directed  to  "be  surveyed  by  Lieut.  Wil- 
liamson, of  the  corps  of  Topographical  Engineers. 
He  was  instructed  to  examine  all  the  pas!<es  east- 
ward from  the  valley  of  San  Joaquin  and  the 
Tulare  lakes,  and  subsequently  to  explore  Walker's 
and  other  passes  which  exist  in  tho  high  range  of 
mountains  apparently  the  southern  continuation 
of  the  Sierra  Nevada. 

The  experience  of  almost  every  party  which 
has  crossed  the  continent  shows  the  necessity  of 
fitting  out  a  separate  party  on  the  shores  of  the 
Pacitic  to  explore  the  Sierra  Nevada  and  other 
elevated  ranges  near  that  coast.  Parties  reach- 
ing these  great  barriers  from  the  Atlantic  side  are 
too  much  fatigued  and  exhausted  to  make  elabo- 
rate surveys.  It  is  also  necessary  that  these  par- 
ties should  commence  op)eration8  early  in  the 
spring.  In  order  to  complete  the  field  work  before 
the  heavy  snows  interrupt  progres.^. 

Copies  of  the  iastructions  given  to  all  the  par- 
ties are  hereto  appended  From  these  it  will  ap- 
pear that  the  officers  of  tho  difiereut  expeditions 
have  been  directed  to  observe  and  note  all  the  ob- 
jects and  phenomena  which  have  an  immediate  or 
a  remote  bearing  upon  the  railway,  or  which  may 
serve  to  develop  the  resources,  peculiarities  and 
climate  of  the  country.  For  this  purpose  thej 
have  been  supplied  with  full  sets  of  instrameuts 
for  determining  the  latitude  and  longitude  of 
places,  the  courses  and  distances  of  the  routes, 
and  of  the  topography  of  the  country  on  either 
side  within  accessible  distances ;  with  the  means 
of  ascertaining  the  variation  of  atmospheric  pres- 
sure and  other  meteorological  phenomena;  and 
two  of  the  parties  with  instruments  to  determine 
the  direction  and  intensity  of  the  magnetic  force. 
They  have  been  directed  to  observe  the  prevailing 
direction  of  the  wind,  the  amount  of  rain,  the  de- 
gree of  temperature  and  humidity  of  the  atmos- 
phere; they  are  also  required  to  report  on  the 
geology  of  the  country,  to  gather  specimens  of  the 
different  rocks  and  soils,  to  make  collections  of 
the  plants  and  animals,  and  to  collect  statistics  of 
the  Indian  tribes  which  are  found  in  the  regions 
traversed. 

The  information  which  may  be  derived  fVom 
this  series  of  observations  will  be  of  mucij  value 
in  establishing  the  capacity  of  the  country  to  sus- 
tain population  and  furnish  articles  of  commerce. 
The  astronomical  observations  aro  indispensable 
in  fixing  the  geographical  position  of  the  princi- 
pal points  of  the  route,  and  for  improving  the  map 
of  our  Western  possettssons.  The  magnetic  ob^ 
servations  are  of  importance  in  accurately  tracing 
the  line  between  the  points  determined  by  astrono- 
mical observation.  It  is  well  known  that  the 
magnetic  needle  has  an  irregalar  and  sometimes 
fitful  variation,  amounting  to  a  difference  of 
eighteen  degrees  between  Washington  city  and 
the  Western  coast  of  Oregon,   and  the  law  by 


the  surveys  of  Major  Emory  in  1846,  and  those  of  ^'^ich  this  variation  is  increased  or  diminished  has 
the  boundary  line  of  the  32d  parallel.     It  passes  ~"  *"  ^ 

around  the  extremity  of  the   Gaudalupe   moun 


tains  of  Texas  in  about  latitude  31  deg.,  and 
crosses  the  Rio  Grande  near  Dona  Ana,  or  Fron- 
tera,  in  about  latitude  32  deg.,  and  thence  follows 
the  table  lands  west  of  the  San  Pedro  riter,  and 
thence  alcnj  the  Gila  ri?er  to  iU  motttb.    A  por- 


not  been  ascertained. 

The  meteorology  of  the  country  has  a  direct 
bearing  on  the  question  of  the  construction  of  a 
railway.  The  anionnt  of  snow  which  will  pr^oba^ 
bly  be  found  along  the  route  should  be  ascertained 
and  this  will  depend  on  the  temperature  and  hn- 
midity  of  the  place.    As  we  advance  to  the  north 


quantity  of  snow  which  faUs  will  be  less ;  bat,  OQ  ■ 
the  other  hand,  it  will  lie  longer,  on  account  of  th*  ;' 
diminution  of  temperature.      It  was,  therefore,^ 
deemed  proper  that  the  hygroraetrical  stale  of  the^ 
atmosphere  should  be  measured   by  suitable  in-* 
struments,  and  the  mean  temperature  ascertained 
by  thermometrical  observations  of  the  soil  at  a 
few  f«at  below  the  sui  face.  w, 

A  knowledge  of  the  geology  of  the  country  is  im-*., 
portant,  as  atfording  essential  data  relaMve  to  tb*'^ 
construction  and  use  of  the  railway.  It  teacbet, 
in  advance  of  our  expensive  experience,  the  ob- 
stacles which  will  be  presented  by  rocks  to  be  ex- 
cavated, and  their  fitness  for  use  in  masonry,  and 
discloses  the  presence  of  sand,  which  may  drift 
over  the  track  or  damage  the  rubbing  parts  of 
the  machinery.  From  the  character  of  the  geo- 
logical formation  is  to  be  inferred  the  probability 
of  the  existence  of  coal,  and  from  the  dip  and 
strata  of  the  rock,  the  feasibility  of  procuring 
water  by  Artesian  wells,  for  the  use  of  the  en- 
gines— and  whether  or  not  the  supply  may  be  ex- 
tended beyond  this  want,  and  happily  serve  for 
irrigation  of  the  land.  Should  this  last  result  be 
obtained,  it  would  furnish  the  means  to  convert  a 
sterile  waste  into  a  fertile  region,  and  add  to  the 
power  and  wealth  of  the  United  States,  by  ex-,-, 
tending  their  settlements  in  a  continuous  chain 
from  sea  to  sea. 

There  i*  but  little  doubt,  that  the   best  line 
which  can  be  chosen  will  present  a  combination 
of  nearly  all  the  obstacles  whieh  have,  up  to  this 
time,  been  successfully  encountered  by  the  art  of 
the  engineer,  and  that  any  baste  or   negligenott  " 
which  shonld  cause  an   improper  location  of  tb«  "^J 
road  to  be  made,  must  lead  to  consequences  which^' 
would  endanger  the  success  of  the  whole  enter*  i^ 
prise. 

A  striking  illustration  of  tho  value  of  opinion 
not  based  on  instrumental  survey  is  pre^nted  la 
the  developements  made  by  Lieutenant  William-'^' 
son's  ex,  'oration  of  Walker's  Pass.  It  will  be  re- 
membered that  this  famous  gap  was  considered  a 
fixed  point,  and  the  various  expectations  on 
routes  differing  in  everything  else,  generally  con- 
curred in  tending  to  Walker's  Pass.  Recent  in- 
formation from  Lieutenant  Williamson  establishes 
the  fact  that  this  pass  is  impracticable  for  a  rail- 
way. 

'i'he  necessity  for  more  rapid  sources  of  com- 
munication has  been  referred  to  in  the  other  parta 
of  this  report,  «  ben  treating  of  the  defence  of  oor 
southern  boundary,  the  western  territory  and  the 
Pacific  coast.  Datles  and  interests  of  vital  im- 
portance, other  than  these,  arise  in  the  considera- 
tion of  the  railroad  to  the  Pacific  ;  but  as  they  do 
not  fall  under  the  charge  of  this  dep^irtmcnt,  I 
have  not  attempted  to  present  claims,  nor  have  I 
deemed  it  proper  in  this  communication  to  offer 
my  views  as  to  the  means  or  the  mode  by  which 
the  general  government  may  constitutionally  aid,.. 
in  the  attainment  of  the  contemplated  oljaj^t.  ' ' 

Mr.  Bartlett  of  the  Mexican  Boundary  Com- ' 
mission  has  written  a  letter,  addressed  to  the 
Pacific  Railroad  Company  of  this  Stale,  we  be- 
lieve, in  which  he  gives  a  description  of  the 
country  to  be  traversed  by  the  proposed  road, 
similar  to  that  of  the  Secretary  of  War.  He  in- 
clines to  the  opinion  that  the  topography  of  tlM° 
country  presents  no  insurmountable  obstacle  to  aT 
railroad,  bat  states  that  the  great  belt  of  table 
lands  of  some  five  or  six  hnndred  miles  in  extent, 
if  without  wood  or  water,  and  much  of  it  withoot 
grass.  He  might  have  also  added,  without  coal. 
We  shall  give  M".  Bartlett 's  letter  as  soon  as  we 
can  find  room.  It  certainly  becomes  an  impor- 
tant question,  whether  a  road  can  be  built  and 
operated  for  such  a  distance  without  an  abundant 
supply  to  the  two  prime  elements  in  locomotion, 
fitel  and  water.  While  all  the  world  are  talking, 
will  not  some  practical  man  undertake  to  solve 


!■■ 


_,..  ,  '•"*  problem,  which  we  confe^i,  i|  beyond  our 

tlwof  this  line  passes  through  the  territory  of  1  the  amoant  of  vapor  dlmlftiabee,  and  beoce  tbe'capacitj.  ' 
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Engineering    InBtramenta. 

Wo  have  been  shown  some  very  superior  Engi- 
neering Instraments,  maaafactared  by  B.  Shlar- 
baam,  Mathematical  loBtrumeut  maker,  298 
Broadway.  Mr.  Sblarbaam  was  formerly  a  rail- 
Toad  Engineer,  and  knows  exactly  what  members 
of  the  profession  want,  as  well  as  how  to  mak«|it. 
Letters  addressed  as  above  will  receive  attention. 


American   lialiroad  Journal. 


Baturdajr,  Janaarjr  7|  1854* 


Tha  length  of  several  of  the  articles  in  the  present 
issue  excludes  a  number  of  articles  of  a  statiscical 
character,  appropriate  to  the  commencement  of 
the  year,  which  will  appear  in  our  next  number. 


Railway  Share  ItUtj 

Comfiled,  from,  tkt  laU%t  ret^nu—correcUd  every  Wednesday— -on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


.'ii  <'   .) 


Aallroacls  in  tb«  TTnited  St«tea  J*n.  1..I  8S4. 

We  give  below  our  usual  tabular  stattsment,  by 
wbich  it  will  be  seen  that  the  whole  number  of 

miles  of  railroad  in  the  United  Stales,  in  aperalion, 
upon  the  first  day  of  the  current  year,  was  15,511 
miles;  an  increase  of  2194  miles  since  January  1 
1863.  ^      ' 

The  condition  of  the  money  market  for  the  first 
part  of  the  year  favored  the  progress  of  new  en- 
terprizes.  Later  in  the  season  it  has  been 
decidedly  unfavorable.  Money  is  not  readi-, 
ly  had  for  the  most  promising  of  our  new  lines, 
"while  those  of  the  second  class  have  liad  great  diffi- 
cdlty  in  raising  sufficient  sums  to  carry  forward 
their  works. 

The  unfavorable  change  alluded  to  has  not 
grown  so  much  out  of  distrust  felt  toward  railway 
investment.^,  as  out  of  causes  which  have  operated 
throughout  the  commercial  world,  and  which 
have  everywhere  exerted  a  tendency  to  limit  op- 
erations of  all  kinds  to  the  ordinary  demands  of 
business.  Our  roads  in  operation  have  been  emi- 
nently successful, and  have  earned  alarger  percent- 
age upon  their  cost  than  for  any.  previous  year. 
Their  success  in  this  re»i>ect  has  exerted  a  strong 

nflaence  in  sustaining  confidence  in  this  kind  of 
property,  notwithstanding  the  general  indisposi- 
tion to  embark  in  new  schemes. 

We  have,  from  its  commencement,  regarded  the 
present  btringcncy  in  the  money  market,  and  its 
natural  results,  as  most  fortunate.  Our  peo- 
ple, within  th<5  last  five  years,  have  opened 
more  than  10,000  miles  of  railroad.  The  success 
which  has  attended  their  cuustructiou,  and  th<>ir 
influence  iq  promoting  the  social  comfort,  ^nd  in 
advancing  the  material  good  of  our  people,  were 
so  marked  as  to  create  an  ardent  desire  for  their 
construction  in  many  parts  of  the  country  quite 
unable  to  furnish  the   necessary  amount  of  busi- j  5^en;burgr(No"rthera) 


Vt. 


Atlantic  and  St.  Lawrence.  . .  Maine 
Androscoggin  and  Kennebec. .      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .      " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. . . 

Nashua  and  Lowell 

Portsmouth  and  Concord . . . 

Sullivan 

Connecticut  and  Passumpsic 

Rutland 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley  . . . .  .^. " 

Boston  and  Lowell . . '. Mass 

Boston  and  Maine " 

Boston  and  Providence "  . 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .       " 

Norfolk  County " 

Old  Colony , " 

Taunton  Branch " 

Vermont  and  Massachusetts. .      " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Wor.:ester. . .      " 

Canal Conn. 

Hartford  and  New  Haven ....       " 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven. . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Brie,  (New  York  and  Erie). . . 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 


I 


<( 
<i 
11 
i< 
II 
II 
II 


N.  Y. 


II 
II 


II 


Bess  for  their  support.  With  such  a  feeling,  a 
state  of  things  which  should  create  a  pause,  and 
postpone  l^  commencement  of  new  works,  no 
matter  how -caused,  could  not  fail  to  be  most  ben- 
eficial. While  railroads  are  peculiarly  adapted  to 
the  wants  of  this  country,  and  while  their  suecess 
is  the  necessary  re.sult  of  such  adaptation,  there 
can  be  no  doubt  that  we  may  be  in  great  da  tger 
of  over-doinff  th<'ir  construction.  It  must  be  re- 
membered that  our  experience  in  these  works  is 
in  its  infancy,  that  we  have  not  yet  snfficieatly 
ascertained  the  relation  which  the  cost  of  their 
construction  and  operation  bears  to  the  business 
of  ft  giver,  arta  oi'  territory,  or  number  of  ptopU, 


II 
« 


Oswego  and  Syracuse 
Plattsburg  and  Montreal. 
Rensselaer  and  Saratoga. 
Rutland  and  Washington . . 
Saratoga  and  Washington. 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome .... 

Camden  and  Amboy 

Morris  and  Essex " 

New  Jersey '* 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .      " 
Philadelphia  and  Readine. ...      " 


N.J. 


150 
66 
72 
51 
20 
93 
36 
54 
82 
24 
16 
47 
26 
61 

120 

117 
47 
61 
24 
28 
83 
63 
69 
28 
62 
76 
42 
66 
20 
26 
46 
12 
77 
46 

165 
50 
40 
45 
72 

no 

60 

66 

61 

62 

66 

64 

91 

132 

69 

60 

47 

36 

464 

144 

130 

95 

504 

118 

36 

23 

26 

60 

41 

32 

89 

96 

66 

46 

81 

63 

66 

20 

86 

96 

M 


a. 


7 


1,688,100 

809,878 

952,621 

l,866,600j 

286,7471 

1,649,2781 

1,486,000 

2,078,626 

3,016,034 

717,643 

600,000 


2,978,700 
1,016,600 
29 1, 80 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


2,486,000 

8,500,000 

1,600,000 

392,000 


660,000 

2,429,100 
3,600,000 


*i 
O  0 

8  « 

-  s 

H 


6,160,278 
2,064,468 
2,614,067 
1,469,384 
713.606 
2,640;217 
1,485,000 
3,002,094 


700.000 


1,830,000 
4,076,974 
3,160,-390 
4,500,000 

421,296 
1,691,100 
2,860,000 
1,050,000 
3,640,000 

600,000 

647,015 
1,964,070 

250,000 
2,140,536 
1,134,000 


5,150,000  6,319,620 
467,700 
300,000 
500,000 
800,000 


1,467,600 

922,500 

2,350,000 


558,861 
3,000,000 

926,000 

760,600 
2,121,110 

900,000 


879,636 


426,609 

687,000 

10,«XX),000 

8,740,515 

4,725,260 

1,876,148 


160,000 
390,000 
426,000 
171,800 
193,600 
600,000 
none 
112,305 
none 
819,743 
282,300 
none 
1,001,600 
171,210 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,550,000 


872,000 


682,400 
400,000 
24,003,866 
7,046,396 
977,468 
616,246 


661,214 
1,400,000 

673,500 

1,745,516 

6,577,467 

12,000,000 

1,600,000 


1,995,249 
4,092,927 
3,646,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,623,073 

520,475 
1,246,927 
2,293,534 

307,136 
3,203,333 
1,321,945 
9,963,759 


If 


«s  t>> 


264,743 
140,661 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 


132,646 


496,397 


Leased  to 
Recently 


1,731,498 
1,400,000 
3,150,000 
2,500,000 
In  progres 
1,611,111 
4,978,487 


23,086,600110,773,823 


1,679,969 

350,1 

174,1 

610, 

860 

899(800 

237,690 

430,9.36 
1,011,940 
1,500,000 
1,022,420 
2,197,840 

986,106 
1,184,600 

600,000 

880,100 


8,8»0,000l 


2,%9,760 
201,600 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


128,000 

476,000 

1,600,000 

13,000 


718,227 


1,380,610 

2,596,488 

2,660,600 

In  progres 

1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,627,654 

6,102,935 

2,446,391 

33,869,428 

5,133,834 

607,803 

849,775 

774,495 

1,250,000 

1,832,946 

829,677 

1,043,367 

1,693,711 

4,827,49« 

1,220,826 

8,246,720 

2,379,880 

1,266,143 

760,000 

1,702,628 


388,108 
659,001 
469,666 
758,819 

60,743 
229,004 
488,793 
229,445 
674,674 
164,230 

67,251 
322,213 
137,400 
218,679 
162,109 
1,339,873 
240,672 
263,690 


639,629 
329,041 
69,629 
114,410 
806,713 


Recently 

267,661 

Recently 

Recently 


76,760 

74,241 

3,537,766 

1,063,659 

681,445 

206,068 


SI 


rr 
O 

2 


113,620^none  80 
80,053'none!  80 
100,&62!none|  41 


6 

11, 266;  none 
79,669  none 

141,836  8 
55,266  6 

163,076  6 

6 

61,613;  8  , 

none 

none 

none 

266,589  none 


the  Vt.  Cjent. 
opened,  none 
none 
130,881 
338,215 
227,434 
331,2961 

30,066| 

72,028 
241,017 

99,5891 
232,7871 

43,96q 

23,416|none 
101 ,510;  none 

24,399j  8 

18,648;none, 


97 
24 
86 

1084 
88 
51  i 
89 

106 

•  •  •  • 

21 

88 

20 

13J 

98 


4 
6 

6* 
4 

294,209|10 
168,902  none 
none 


6C,900| 
683,194, 
110,892 
139,614 


428,173 


opened. 

116,965^ 
opened. 

opened. 


7 

8 
none 

4 

none 
none 


39,360inone 
23,496inone 


,691,623 

338,783 

324,494 

44,070 


6,666,882I10,487,800!17 .141,987 


2.408«a76|  O^lfljMtf 


480,1871 

90,616 

Recently 

■  213,078 

Recently 

173,646 

Recently 

Recently 

226,162 

1,388,385 

149,941 

603,942 

260,899 

118,617 

Recently  j 

266,327 

2,480,626 

MY,786 


93 
102 

86 
100 

40 

56 

88 
100 

93i 
117 

60 

91 

131 
68 
97 
66 
95 
66 
123. 


89 
101  i 

'52' 

58i 

86 

66 

130 


7 
none 

6 
none 


196,847 
43,609 
opened. 

96,737 
opened. 

136,017 
opened, 
opened. 
116,706 
478,413 
79,262 
316,269 
124,740 
76,890 
opened. 

106,320 

l,261,987i 

888,601 


none 

4 

none 


68 

*79| 
68 
66 
30 

114 
80 
70 


I . 


none 

none 

8 
10 

7 
10 

3 


80 
88 

92 
146 

isi' 


126 
62 
79 
80 


T*T 


'.''-X. 


-  T 


,:t;-.. 
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Compiled  from  theUUest  retunu—correcUd  every  Wed/Mtday — on  a  par  valuation  0/SIOO. 


NAME  OF  COMPANY. 
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30 
47 
381 
38 
67 
65 
27 
"  ;  64 
"  73 
"  .  22 
"  ,  76 
"  62 
"  107 
"  I  60 
"  :  32 

N  .c.iiei 


Ky. 


211 
101 

71 
60 
55 
93 
83 
88 
60 
80 
126 
38 
29 
66 


Pcnnsylvaui*  Central Venn^^JM 

Philadelphia  aiid  Trenton 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio Md. 

Washington  branch 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va 

Manassas  Gap 

Petersbui^h 

Richmond  and  Danville " 

Richmond  and  Petersburgh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac. . 
Wilmington  and  Raleigh . . 
Charlotte  and  South  Carolina.  8.  CjHO 

Greenville  and  Columbia "     1 140 

South  Carolina "     1242 

Wilmington  and  Manchester.     "     ;  — 

Georgia  Central Ga.   191 

Georgia "  " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga 
Covington  and  Lexington . 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lex  ngton 

Cleveland  and  Pittsburgh 

Cleveland  and  To  ledo 

Cleveland,  and  Erie 

Cleveland  and  Columbus 

Columbus,  Piquaand  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan 

Eaton  and  Hamilton 

Greenville  and  Miami 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Jirie ...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .    " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind, 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine 

Lawrenceburg  and  Ind 

Lafayette  and  Indianapolis. . . 

Madison  and  Indianapolis 

Peru  and  Indianapolis 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern Mich.  816 

Michigan  Central "    i282 

Ftctto.,,..,.....:.....,..,  j^<i,!  88 


Ohio.  100 
147 
96 
186 
46 
61 
60 


40 
20 
36 
81 
37 
84 

i67 
67 


!187 


64 
81 


II 


I 
3 


9,768,156 


9,188,300 
1,660,000 


769,000 
1,372,324 

686,000 
1,000,000 
1,367,778 
1,400,100 
3,000,000 

180,000 
1,838,878 


1,004,23! 
3,868,840 


3,100,000 
4,000,000 
1,214,283 


I 

I 

a 

9 


O  9 

.•J  O' 

X  O 

o  " 
H 


6,000,000 


9,827,123 


13,600,000 


173,867 
200,000 


603,006 
040,000 
446,036 

1,500,000 
120,000 

1,134,698 


300,000 
3,000,000 


686,887 


776,269 
879,868 
688,611 


836,000 
2,093,814 
1,430,160 

367,218 


306,187 

1,214 

168,000 


150,000 
400,606 


541,000 
860,000 
900,000 


1,239,460 
662,000 


3,027,000 


2,100,000 


310,000 


2,370,784 

900,000 

2,387,200 


HI. 


181 
83 
90 
62 
88 
40 
72 


1,760,700 


1,092,137 


136 
92 


1,660,000 
"632,387 
2,400,666 


1,932;3G1 
2,800,000 
4,000,000 
1,000,000 


So3 

c  ^ 

« <= 

»-§ 

.2  c 
O 


0  *- 

0 

Sb< 

0 

.£« 

c. 

11 

* 

n3 

*'  ee 

>. 

0)  ^ 

sz; 

0 

1,943,827  617,626 


19,642,307 
1,660,000 


In  prog. 
In  prog. 

1.163,928 
In  prog. 

1,100,000!  122,861 

1,631,238|  254,376 

2,106,467 
In  prog. 


1,326, -603 
348,6221  216,237 
413,673!  152,636 


615,384'  7 
8 


227,593      72,3701  7 


62,762 


74,113  none 
113,2661  7 


e 

•E 


94 


102J 
67  i 


In  prog 

416,532 
2,966,674 


176,486 

'  89,7761 
610,038 


74,902  none 
Inone 

il2 

153.898  0 


In  prog. 

7,002,396jl,000,71 
In  prog. 

3,378,132 


609.711  7 


1,596,283 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


945,608 
934,42-1  i 
296,684  j 


508,625:  8 
456,468    7>^ 
163,697    9 


129,395 


In  prog. 
In  prog. 
In  prog. 
684,902 


1,371,000 
800.000 


In  prog. 
2,963,756 
1,317,140 


408,200 


600,000 


550,000 


1,000,000 
1,767,000 


2,450,000 


119,500 


3,665,000 
2,000,000 


2,659,653 
In  prog. 

926,000 
In  prog. 


173,642 


87,421 


194,429 


777,793 


71,536!  8 


76,079'  8 


44,260; . 


123,306'  6 


483,46412 


321,793 
Recently 


In  prog. 
2,634,157 
1,866,000! 
4,110.148! 

In  prog,     t 


626,746 


200,967 


opened. 


814,670;  10 


640,618!    113,401 


In  prog. 


iRecentlyiopened. 


1,267,714  Recently! 
In  prog,     j   287,60(61 


136,363   16 


II 
II 
II 


In  prog. 


iRecently 


opened. 


760,000 


2,400,000 

jIn  prog. 

663.100   1,363,019 


, jopened.    | . . . . 

616,414!    268,076    10 


77 

70 

40 

100 


61 

98 


125 

lis" 

166* 


70 
80 


93 
92i 


124 
80 


106 
72 
80 


60 


113 


96 
90 
87 


116 


4,000,000 
660.666 


106,944 

4,6oo,ooo|. !!!!!!!! 

In  prog.     [  478,648 


71.446  4 


90 

116 

166 

77 

82 

70 

65 

108 


286.162  . . . . 
2,629,000  6,480,246?   692,187    293,046.... 

4,067,896i  8,6J4,198:.., \ j    8 

COM.    jln  pro|re«  Bvcentl^  QpeQe4.  i„„ 


136 

122 
126 
101 


to  be  able  to  d^idc  with  certainty  in  all  casn, 
where  they  are  wanantcd.  It  is  therefore  tb« 
dictate  of  prudence,  after  having  pushed  their 
coiiStruction  for  several  ycivrs  unmtcmptedlr, 
wiihout  reference  to  any  gCTieral  system,  and  prob- 
ably without  any  considerable  degree  of  forecast, 
to  pause  and  see  how  the  end  wiH  justify  expecta 
tioii,  or  what  has  boon  already  effected.  » 

The  cxjjericnce  of  every  day  is  showing  that 
railroads,  even  in  this  country,  cost  much  more 
than  lias  been  ^upposed.  A  first  clastj  eastern  road , 
with  A  double  track,  caimot  be  bnilt  for  less  than 
$50,000  per  mile,  while  the  cost  of  a  majority 
of  such,  txcot'ds  this  sum. 

The  busincs.s  of  a  particular  district  may  justify 
the  construction  of  a  road  costing  S20,000  per 
mile,  while  it  would  not  one  costing  S40,000  per 
mile.  In  many  cattes  it  may  be  well  to  w^ait  to 
see  wb.1t  is  to  be  the  ultimate  ci^t  of  our  roads 
in  particular  districts,  before  rushing  wildly  into 
their  contitruction.  We  regard  it  a  groat  misfor- 
tune that  any  lailroad  shor.M  be  built  that  does 
not  ])rom!«e  tu  pay  a  fair  retucn  upon  it«  cost. 
The  suppascd  incic'enlnl  advantages  should  exert 
only  A  liiuitcd  influence  upon  the  (]ue8tion.  The 
probability  that  a  proposed  road  will  not  pay, 
should  be  taken  jw  a  concluhive  ivason  against  the 
scheme. 

A  state  of  things  therefore  which  has  a  tenden- 
cy to  postpone  the  construciion  of  new  works,  till 
we  see  wliat  is  to  be  the  result  with  those  already 
constructed,  and  give  us  the  benefit  of  our  own 
experience  as  guides  to  the  future.  We,  of  counje, 
refer  particularly  to  works  of  a  rival  character; 
works  which  must  divide  a  business  already  ac- 
commodated to  a  greater  or  less  extent  by  roads 
in  operation.  There  is.  however,  a  vast  unoccu- 
pied field  to  which  the  above  remarks  will  not  ap- 
pl}-.  But  to  the  New  England  States,  to  New 
York,  Ohio,  Indiana  and  Northern  Illinois,  they 
are  practicably  applicable.  In  portions  of  all 
these  States  the^ponstruction  of  railroads,  either 
has  been,  or  is  threatened  to  be,  carried  to  excess, 
and  th  .•■  present  tightness  in  the  money  iharket  is 
probably  the  only  thing  that  could  have  saved  us 
from  some  disastrous  consequences. 

We  do  nol  mean  to  bo  understood  that  even  in 
the  States  named,  new  roads  are  not  called  for, 
and  whose  construction  would  contribute  largely 
to  the  general  good.  The  field  for  enterprize  in 
these  may  not  by  any  means  be  exhausted.  It 
should,  however,  be  cultivated  with  the  utmost 
care.  In  otlier  portions  of  the  country,  the 
reasons  for  caution  which  we  have  enumerated, 
do  not  exist.  If  4000  miles  of  railroad  already 
constructed  in  New  York  and  Ohio,  find  profitable 
employment,  there  is  no  reason  why  2000  miles 
should  not  in  Kentucky  and  Tennessee,  in  which 
there  arc  only  3  or  400  now  in  operation.  The 
same  remarUs  may  have  a  much  more  extended 
application.  Large  portions  of  the  country  cap- 
able to  supply  a  lucrative  traffic  to  a  railroad  are 
entirely  without  such  works.  For  the  purpose  of 
illustrating  this  i>ortion  of  our  remarks,  we  hare  ad- 
ded a  statement  which  will  show  the  proportion  of 
thenumberof  miles  of  railroad  in  each  Slate,  to  ilK 
area  and  population.  This  statement  will  show 
the  field  to  which  new  eflfbrt  should  be  directed, 
as  well  as  that  in  which  the  construction  of  these 
works  may  be  carried  to  the  greatest  extent. 

The  nuiftbej:of.mUe«.ofrAili'o»d,  how«ver^  w- 


10 


AMERICAN    RAILROAD    JOURNAI.. 

t  •  •    T  ^  I  ii    Ti 


ccssary  for  the  accommodatioa  of  a  particular 
district  cannot  be  determined  from  its  area.  Cer- 
tain portions  of  the  country,  the  State  of  Ohio  for 
instance  necessarily  becomes  the  thoroughfare  for 
all  the  territory  lying  to  the  East  and  West.  This 
State  would  consequently  very  probably  sustain 
twice  as  many  miles  of  railroad  as  Kentucky, 
though  tha  latter  State  has  an  equal  area.  We 
throw  in  this  remark  by  way  of  showing  the  ne. 
cessity,  on  the  part  of  persons  purchasing,  or 
negotiating  railroad  securities,  of  a  thorough. 
knowledge  of  the  resources  of  the  country,  the 
tendencies  of  commerce  and  travel,  and  the  rela- 
tions that  particular  lines  sustain  to  the  general 
railway  system  of  the  country. 

In  this  connection  we  again  take  occasion  toirsist 
that  communities  immediately  interested  in  a  road 
should  famish  a  considerable  portion  of  the  means 
required  for  construction.  The  laboring  oar,  and 
the  risks,  should  in  all  instances  be  thrown  upon 
such  communities.  There  is  a  greater  necessity 
for  a  strict  adherance  to  this  rule,  than  at  any 
former  period.  Experience  has  rendered  us  skill- 
ful in  substituting  shavts  for  substance,  and  of 
making  a  tolerably  good  looking  basis  out  of  fic- 
tions ;  stock  taken  by  coatractors,  &c  ,  &c.,  all 
of  wliich  matters  should  be  thoroughly  scra- 
tinized.  Where  contracts  for  construction  are  mado 
in  gross,  the  terms  of  the  contract  should  always 
be  looked  after  by  tl  e  parties  purchasing  securi- 
ties. So  long  as  one-half  the  cost  of  our  roads  are 
famished  by  local  cash  stock  subscriptions,  we 
■hall  be  in  no  danger  of  over-doing  the  construc- 
tion of  railroads  for  a  long  time  to  come.  This 
'  fact  is  better  evidence  that  the  road  is  wanted,  that 
it  will  pay  well,  and  be  managed  well,  than  all  the 
fine  s^un  arguments  of  interested  parties. 

The  result  so  far  shows  that  railroads  may  be 
ranked  as  among  our  most  profitable  enterprizes 
For  foreigners  we  cannot  conceive  a  more  invit- 
ing security  than  a  first  class  7  per  cent,  mortgage 
railroad  bond.  Where  a  road  cost  $40,000  per  mile, 
there  can  be  no  risk  in  taking «  mortgage  upon 
it  to  one  half  that  amount.  The  security  of  the 
holders  of  first  mortgage  bonds  is  being  con 
Btantly  increased  by  the  increased  cost  of  our 
roads.  The  aggreg;^te  earnings  upon  the  entire 
railroad  investment  in  the  United  States,  in  com- 
pleted lines,  will  we  think  equal  7  per  cent.  This 
fact  of  itself  establishes  a  rule  in  favor  of  the  safe- 
ty of  railroad  investments,  and  that  losses,  so  far 
as  the  holders  of  the  obligations  of  the  compa- 
nies are  concerned,  are  exceptions  to  the  rule,  as 
are  losses  attendant  upon  every  legitimate  busi- 
ness.    The  fault  ni<iy  not  be  in  the  principl«,  bat 

•  io  its  misapplicaiioH. 

So  long  as  we  felt  that  the  public  did  not  fully 
appreciate  the  importance  of  railroads  to  the  gen- 
eral interests  of  the  country,  or  their  value  as  in- 

•  vestments  of  capital,  our  Journal  was  chiefly  de- 
TOted  to  the  elucidation  of  these  points.  The 
public  sentiment  has  now  overtaken  our  own  con- 
victions, and  while  our  confidence  in  railroads 
continues  unabated,  we  feel  that  duties  of  a  dif- 
ferent character  are  imposed  upon  us:  that  of  sug- 
gesting caution,  of  preventing  mistake,  and  check- 
ing excesses  that  would  impair  the  usefulness 
and  value  of  our  roads.  We  desire  to  see  a 
healthy  relation  established  between  their  pro 
{T^ss  and  the  wants  of  the  cotmtry,  and  their 
manaipement  reduced  to  a  system  that  ihall  pro- 
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duce  the  greatest  results,  with  the  least  possible 
expenditure. 

While  our  peu;>le  have  been  doing  so  much,  it  is 
a  most  fortunate  circumstance  that  very  little 
money  has  been  expended  upon  lines  that  should 
be  abandoned.  Such  as  hav«  received  a  larj 
expenditure,  will  be  completed  without  great  s. 
rifices.  In'no  time,  in  the  previous  history  of  our 
railroads,  could  we  practice  a  lesson  of  caution, 
so  well  as  at  the  present.  It  will  involve  no  sac- 
rifice, while  it  may  save  us  from  a  great  many. 

Statement  showing  the  numAer  of  miles  of  railroad 
in  operation  in  the  United  Slates,  January  1, 
1864. 

•  .  MAINE.         " 

Xame  of  Roads,  .     '     .  .  miles  open. 

Androscoggin 20 

Androsco|B;gin  and  Kennebec 65 

Atlantic  and  St.  Lawrence 82 

Bangor  and  Piscataquis 12 

Ruckfield  Branch 13 

Calais  and  Baring 6 

Franklin 9 

Kennebec  and  Portland 69 

Portland,  Saco,  &  Portsmouth 61 

York  and  Cumberland 18 


Total. 


335 


NEW  HAMPSHIRK. 


Atlantic  and  St.  Lawrence 52 

Ashuelot 23 

Boston  and  Maine 37t 

Bost..  Concord,  and  Montreal 924 

Cheshire 64 

Cocheco 28i 

Concord 34^ 

Concord  and  Claremont 29} 

Contoocook  Vailey 14i 

Eastern 16j 

Great  Falls  and  Conway 12} 

Manchester  and  Lawrence 26 

New  Hampshire  Central 26i 

Northern 81| 

Peterboro'  and  Shirley lOJ 

Portsmouth  and  Concord 47 

Sullivan 244 

White  Mountains 20 

Wilton 164 

Total.... ............... 646i 

VERMONT. 

Atlantic  and  St.  Lawrence . ...  31 

Connecticut  &  Passumpsic  River 61 

Rutland  and  Burlington 119 

Rutland  and  Wa.>hington 184 

Rutland  and  Whitehall 17 

St.  Lawrence  and  Atlantic 16 

Vermont  and  Canada 47 

Vermont  Central 117 

Vermoiit  Valley 24 

Western  A'ermont 63 


Total . 


5034 


MASSACHUSETTS.' 


Amherst  and  Belehertown 20 

Berkshire 21 

Boston  and  Lowell 27) 

Boston  and  Maine 83 

Boston  and  Providence 634 

Boston  and  Worcester 68 

Cape  Cod  Branch 28f 

Charles  River  Branch 12 

Connecticut  River 60 

Dorchester  and  Milton  Branch 8 

Eastern 58 

Essex 21} 

Fall  River 424 

Fitchburg <. 67 

Fitchbarg  aQ<t  Worcester 18 


Grand  Junction 6| 

Harvard  Branch 1 

Lexington  and  West  Cambridge 6) 

Lowell  and  Lawrence 124 

Medford  Branch 81 

Nashua  and  Lowell 14 

NewBecford  and  Taunton 2H 

Newburyport ••<(•*» 14* 

Norfolk  County 20 

Old  Colony 451 

Peterboro'  and  Shirley 281 

Pittsfleld  and  North  Adams 20 

Providence  ani  Worcester 44 

Salem  and  Lowell 17  j 

Saugus  Branch 8 

South  Reading  Branch 8i 

South  Shore 11 

Stockbridge  and  Pittsfleld 22 

Stony  Brook 18^ 

Stoughton  Branch 4 

Taunton  Branch ll| 

Vermont  and  Massachusetts 77 

Western 117 

West  Stockbridge 2} 

Worcester  and  Nashua 46| 

Total 10914 

RHODE    ISLAND. 

Providence  and  Stonington 60 


Total, 


CONNECTICUT.  „     / 1 


60 


Collinsville   Branch H 

Danbury  and  Norwalk 24 

Hartford,  Providence  and  Fishkill 60 

Housatonic 74 

Middletown  Branch 10 

Naugatuck 62 

New  Haven,  Hartford  and  Springfield 62 

New  Haven  and  Noilbampton 46 

New  Haven  and  New  London 60 

New  London.  Willimantic,  and  Palmer 66 

New  York  and  New  Haven 68 

Norwich  and  Worcester 66 


Total,' 


NEW    YORK 


IK.  1-  : 


683 


Albany  and  West  Stockbridge 38} 

Albany  Northern 82 

Bufialo,  Coming,  and  New  York 100 

Buffalo  and  N«iw  York  City 91 

Bufifalo  and  Niagara  Falls 22 

Buffalo  and  State  Line J»;Si«...   69 

Canandaigua  and  Elmira '. . . .  . .   49 

Canandaigua  and  Niagara  Falls 97 

Cayuga  and  Susquehanna 36 

Chemung 17} 

Eighth  Avenue  (New  York  city) 4| 

First  and  Second  Avenue 81 

Hudson  River 144 

Hudson  and  Berkshire 814 

Long  Island 98 

New  York  .and  Erie 464| 

New  York  and  Harlem 130} 

New  York  Central 618 

Corning  and  Blossburgb .•-...   16 

Northern  (Ogdensburg) 118 

Oswego  and  Syracuse 86} 

Plattsburg  and  Montreal 28} 

lensselaer  and  Saratoga 82 

Rochester  and  Lake  Ontario 13 

Saratoga  and  Schenectady 28 

Saratoga  and  Washington 54} 

Sackett's  Harbor  and  Eilisburg 18 

Sixth  Avenue  (New  York  city) 8} 

Skaneateles  and  Jordan 8 

Third  Avenue  (New  York  city) 4| 

Troy  and  Greenbush 6} 

Troy  and  Bi  nnington 6} 

Troy  aud  Boston ^ 261 

Troy  and  Rutland 82 

Watertown  andRome..,. . ,.,,;, , ;. .  96 


ToUl. 


.2,866>,' 


AMERICAN    RAILROAD    JOURNAL. 


11 


NEW   JERSEY. 

BelTidere  Delaware 41 

Barliiigton  and  Mount  Holly 6 

C»mden  aud  Amboy..  ,. 66 

Morris  aad  Essex 45 

New  Brunswick  and  Treuton 28 

New  Jersey 81 

New  Jersey  Central 64 

Trenton  Branch 6 

Union 33 

WoodburyBranch 9 


Total. 


,828 


PtNNSYLVANIA. 

Alleghany  Portage 86 

Beaver  Meadow 38 

Bl;iirsvillc  Branch 8 

Ciubondale  and  Honesdale '24 

Catawissa,  Williaiiisport,  and  Erie 26 

ChestQUt  Hill  and  Doylestowu 15 

Chester  Valley 21 

Columbia  Bnincb 18 

Cumberland  Valley 62 

Dauphiu  Hiid  Susquehanna 16 

Delaware,  Lackuwaa,  aud  Webt 60 

Erie  aud  Noi  th-Eaat 19 

Franklin  Caual 26 

Fraaklia 22 

Gerwaotown  Branch 6 

Harrisburg  and  Luncatiter 38 

Hazleton  and  Lehigh 10 

Lehigh  aud  Susqucliauua 20 

Little  SchuylkiU 20 

Little  iSchu}  Ikill  aud  Susquehauua 28 

Lykens  Valley 16 

Mahonoy  and  Wiscouiico 17 

Mauch  Chunk  and  Summit  Hill 8 

Mill  Creek 9 

Mine  Hill 12 

Mount  Carbou 7 

Nesquehoning. 6 

PeuQsylvania 256 

PenuByl vania  Coal  Compjiny's 47 

Philadelphia  and  Columbia 80 

Philadelphia  and  Beading 93 

Philadelphia,  Qermantowu,  and  Korristown  .  17 

Philadelphia  and  Trenton 29 

Philadelphia  and  Westchester 9 

Philadelphia,  Wilmiugtou,  and  Baltimore.. ..  98 

Pine  Grove 4 

Boom  Run 6 

Sohuylkill IS 

Schuylkill  Valley,  iud.  braocbes 25 

Strasburg '. 7 

Sunbury  and  Erie 20 

Tioga 1 26 

Trevorton  and  M  ahonoy 15 

Whlteha'uand  Wilkesbarre 20 

Williamsport  and  Elmira 25 

York  aud  Cumberland 25 

York  and  Wrights ville.. .. 13 


ToUl. 


,  1,376 


■-C'-- 


VIKGIMA. 

Appomattox 9 

Chesterfield 12 

Chesterfleld  and  James  River 4 

Clover  Hill Hj 

Greenville  and  Roanoke 21 

Deep  Run 4 

Manassas  Gap 38 

Orange  and  Alexandria 62 

Port  Walthal  Branch 3 

Petersburg '  63 

Richmond  and  Danvill* .,,   84 

Richmond,  Fred.,  and  Potomac- 76i 

Richmond  aad  Petersburgh 22 

Sea  board  aud  Roanoke 80 

South  Side ['['   62 

Tuckahoe  aud  J ames  River  Branch ...... . , .     6i 

Virginia  Centra! 107 

Virginia  aud  Tennesse* '...!!'.   73 

Warrenlon  Branch [[]     y 

Winchester  and  Potomac !!..*!!..!! . . .  82 


TotiO, 


.7781 


OHIO. 

Bellefontaine  and  Indiana ....118 

Central  Ohio 69 

Cincinnati,  Hamilton,  and  Dayton 60 

Cleveland,  Columbus  and  Cincinnati 135 

Cincinnati,  Hillsboro,  and  Parkersburg 37 

Cincinnati,  Wilmington,  and  Zanesoille 41 

Cleveland,  Painesville,  and  Ashta 71 

Cleveland,  Zancsville,  and  Cincinnati 14 

Cleveland  and  Pittsburg ."*....  100 

Cleveland  and  Toled*,  S.  Division 87 

N.      "         60 

Columbus  and  Xenia 65 

Columbus,  Piqua  and  Indiana 46 

Dayton  and  M  ichigan 20 

Dayton  and  Western .i.,i:,^»i  i,..^V.   36 

Dayton  aud  Springfield 24 

Fiadlay  Branch 16 

Greenville  and  Miami 27 

Hamilton,  Eaton,  and  Richmond 45 

Carrolton  Branch 20 

Iron 13 

Little  Miami 84 

Mad  River  and  Lake  Erie 134 

Mansfleld  and  Sandusky 56 

Newark  aud  Mansfield 61 

Ohio  and  Pennsylvania ...  187 

Ohio  and  Mississippi 20 

Ohio  and  Indiana ; 32 

Sciotoand  Hocking  Valley 44 

Springfield  and  Xenia 19 


Total, 


1713 


NORTH    CAROLINA. 


Gaston  and  Raleigh 87 

Gjeenville  and  Roadoke 21 

Wilmington  and  Raleigh 162 


Xotal, 


210 


60CTU    CAROLINA. 


Abbeville  Branch 12 

Anderson  Branch ,'.   10 

Camden  Branch 87 

Charlotte  and  South  Carolina 109 

Columbia  Branch 67 

Greenville  and  Columbia 143 

King's  Mountain 22 

Laurens 15 

South  Carolina 187 

Wilmington  and  Manchester 161 


Totals 


713 


W;,i-, 


GEORGIA. 


AthensBranch 40 

Waynesboro 51 

Central 191 

Eatonton 20 

Georgia 171 

La  Grange 81 

Macon  and  Western 101 

MiUedgeville  and  Eatonton 86 

Muscogee 60. 

Rome 20 

South-Westem 60 

WarrentoD  Branch 4 

Western  and  Atlantic ....  >«i«.:  .*>.  .*>*... . .  140 
Waynesboro' 61 


Total, 


944 


'   '  Illinois. 


Aurora  Branch *..i/  13 

Aurora  Extension ,  86 

Chicago  and  Mississippi 131 

Chicago  and  Rock  Island 140 

Galena  and  Chicago  Union ..  .120 

Great  Western  Illinois «,,.  ,;,. ....   81 

Illinois  Central,  sixth  division.  .\ .'. 60 

Chicago  branch 66 

St.  Charles  Branch 7 

O'Falion's  Coal  Road 8 

Illinois  and  Wisconsin 26 

Terra  Haute  and  Alton 30 

Peoria  and  Oquawka. , 20 


ToUI, 


777 


INDIANA. 

ColuTObns  and  Shelbyvflte 21 

Evansville   and  Crawt'ordsville 84 

Indiana  Central .|.»..«-»*^.'f«.^, 

Indianapolis  and  Beikfuutaine.. ........  .. . .   M 

Jefferson  ville 77 

Lafayette  and  Indianapolis S4 

Madifion  and  Indianapolis 66 

Martinsville '.  ....  27 

New  Albany  and  Salem .,.,.,.»  ...^.tSl 

Newcastle  and  Richmond  ....  <«^.  ...hMavu^f 

Nnrthfrn  Indiana .'.... Iti 

Peru  aud  IndLinapolis 60 

Shelbyville  and  Knightstown 27 

Shelby  ville  Lator.'il 16 

Shelhyville  and  Rushville ..»•.>• 'W 

Cerre  Haute  and  Richmond . ."W 


.JoUl.982 


MARYLAND, 


\nna{»olis  and  Elkridge 21 

Baltimore  and  Ohio 379 

UaJtimorr  a!fl  SiiS|UJhanna 67 

Frederick  Bninch 3 

Hanover  Br;»nch IS 

Wa.<ihifigton  Branch 31 

Westmiii.'-ter  Branch 17 


Total 


HIESOURI 


Pacidc . 


621 

S7 
37 


Total        ■  ^ 

Covhigrloii  arid  L€xing:t(»ii . .  47 

Lexington  and  Frankfort 29 

Louisville  and  Frankfort 65 

Maysville  and  Lexington 26 


Total, 


166 


TE.VNESSEE. 


East  Tennessee  and  Georgia 62. 

Memphis  and  Charleston 60 

Nashville  and  Chattanooga 168 


Total, 


290 


ALABAMA. 


Alabama  xnd  Tenn^'ssf  e  River .  50 

Memphis  and  Charleston 46  . 

Mobile  and  Ohio 68  . 

Montgomery  and  West  Point 88 

Total,  214 

-     -  Mississippi.       ^  '  -  -• 

ftaymond  Branch 7 

St.  Francis  and  Woodville 28 

Vicksborg  and  Jackson 60 


■C-" 


i-.-i 


Total,  ,        96 

LOUISIANA.  •    :'■  •  .     ■•       "-• 

Clinton  «nd  Port  Hudsou 1^ 

Mexican  Gulf 27 

Milneburg 6 

New  Orleans  aud  Carolina 6 

West  Feliciana 26 


Total,  :  ^-  »;n'    ' 

WTSCONStN. 

Milwaukie  and  Mississippi . . . . 
Rock  River  and  Union  Valley. 


89 

.ffl   ' 
.   29o 


'     Total,  .:  .;-     ;=^        130 

MICHIGAN.        :  ''_     '  ^-''-y        •    •■■ 

Michigan  Central .:.., . .  .VJBJ    t 

Michigan  Southern 204 

Pontiac 25 

Total,     ■      .-■-c-  —  ;    '    .-;   ■      ■y-.-Sr  ' 
dblawakc.  :|j^  .;■,.,.,;' 

Newcastle  and  Frenchtown , .  ,\". .  HP    ' 

Wilmington  Branch n 


Total, 

■^'i 

■     ' 

■r.- 


HT 
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STATES. 


O)   s 

s  » 

-MaiDO..., « .  .-a  . . . .  |335 
New  Hampshire. .    646 

Vermont 504 

Maisachusetts  ..1,091 

Rhode  Inland 60 

Connecticut 683 

New  York 2,366 

New  Jei-sey 828 

Pennajlvania. . . .  1,376 

Delaware ...      27 

Maryland 621 

Virginia 779 

North  CaroUua...    270 
South  CaroUua. .    713 

Georgia 944 

Florida 

Alabama 214 

Mississippi 96 

Louisiana 89 

Texas 

Arkansas .< 

TennesBce 290 

Kentucky 166 

Missouri 37 

Ohio 1.713 

Indiana 982 

Illinois 777 

-Michigan 497 

Wisconsin 130 

Iowa 

California 


I  ■     *  I       I'   I  ■ 

AGGREGATR  STATEMENT. 

Area 


m 

Sqr.miles. 

30,000 

9,280 

9,066 

7,800 

1,306 

4,674 

<«  6,000 

8,320 

46,000 

2,120 

9,366 

61,352 

45,000 

24,600 

68,000 

69,269 

50,722 

47,156 

46,431 

237,321 

62,198 

45,600 

37,680 

67,380 

39,964 

33.809 

65,406 

56,243 

53,924 

60,914 

188,982 


Popula- 
tion 
in  1806. 
683,188 
317,964 
314,120 
994.499 
147,644 
370,791 

3,097,393 
489,666 

2,311,786 

91,536 

583.036 

1,421,661 
868,903 
668,607 
905,999 
87,401 
771,671 
606,565 
517,739 
212,692 
209,639 

1.002,626 
982,406 
()82,043 

1,980,408 
988,416 
851,470 
397,664 
305,191 
192,214 
164,000 


16,611        1,485,361        23,108,504 


Kentaeky  Coal  Fields. 

1  Tiu  Coal  rUldi  of  the  West  are,  weare  glad  to 
perceive,  attracting  very  general  attention ;  and 
coal  lands  which,  but  a  few  years  since,  were 
vaHeless,  are  now  becoming  duly  appreciated.  At 
Piltsburgh,  coal  lands  favorably  situated  ;  that  is, 
where  the  coal  is  of  easy  access  from  the  River, 
»re  worth  from  ten  to  fifteen  hundred  dollars  per 
acre ;  while  those  less  favorably  situated,  readily 
command  five  hundred  dollars  per  acre.  And  so 
at  the  few  points  on  the  Ohio  between  Pittsburgh 
and  Cincinnati  where  coal  is  found  near  the  River, 
and  although  the  veins  are  very  thin,  the  value  of 
the  land  has  recently  increased  a  hundred  fold. 

The  Louisville  Jjumal  of  the  4th  of  November, 
speaking  of  the  opening  of  some  coal  mines  more 
than  three  hundred  miles  south  of  that  city  on 
Uie  Kentucky  side,  predicts  eno.-mous  profits  to 
the  "  Union  Coal  and  Iron  Company"  from  its 
working  its  coal  veins  alone,  which  are  three  in 
number  and  only  three  feet  thick,  underlying 
three  thousand  acres.  The  capital  of  the  Company 
is  one  million  of  dollars,  and  the  coal  is  bropght 
by  railroad  to  the  river  bank  at  a  cost  of  less  than 
three  cents  per  bushel ;  when  the  demand  far  ex- 
ceeds any  possibility  of  supplying  it,  at  nine  cents 
per  bushel.  We  quote  from  the  Journal  of 
Novembor  : 

"Some  si.x  or  eight  months  ago,  a  company  of 
rentlemen  from  Louisville,  consisting  of  Col.  Q.  H. 
Monsarrat.  Col.  Stapp,    and  S.  F.  J.  Trabue,   Esq., 

acliog  under  a  most  liberal  charter  from  the  State 
of  lUluois,  piooeeded  to  make,  after  a  thorough 
survey  of  that  portion  of  the  western  coal  field 
lying  upon  and  adjacent  to  the  Ohio  River,  large 
purchases  of  valuable  lands,  conUiuing  not  only 
the  most  superior  coal,  but  very  rich  iron  ore. 
Shrewd  business  men,  they  readily  perceived  the 
amount  of  profit,  to  be  realized  from  coal,  which 
them,   delivered   from  their  mines  on  the 
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banks  of  the  river,  a  fVaction  less  than  three  cents 

ptT  hushel  and  frhich  always  comnandi  a  ready 


market  at  from  eight  to  ten  cents  per  burhel.  They 
determined,  tlierefore,  to  proceed  at  once  to  the 
development  of  a  portion  of  their  property,  so  as 
to  be  able  if  possible  to  supply  any  demand  which 
might  be  made  upon  them  by  the  first  of  Novem- 
ber or  December. 

*  ^^  *  * 

"We  do  not  speak  too  strongly  upon  the  subject  i 
for,  besides  conversing  with  a  number  of  intel- 
ligent gotitlemen  who  have  made  private  exami- 
nations of  the  property  since  its  development,  we 
have  before  uh  copies  of  official  reports,  one  made 
by  the  most  eminent  geologist  in  the  East,  Col. 
John  Pickell,  and  the  other  by  Dr.  George  Stealy, 
at  present  civil  engineer  of  the  city  of  Louisville, 
who  has  spent  most  of  his  life  in  practical  exami- 
nations of  the  geological  formations  of  the  West — 
extending  from  the  Alleghany  mountains  to  the 
Pacific  ocean  itself — all  going  to  show  that  the 
gentlemen  of  the  Union  Coal  and  Iron  Company 
are  the  owners  of  property,  which,  when  fully  de- 
veloped, will  be  a  source  of  profit  to  them  beyond 
which  they  need  ask  nothing  more. 

In  reference  to  the  amount  of  coal  estimated  to 
be  contained  in  this  tract  of  the  company's  pro- 
perty, we  may  be  permitted  to  make  the  following 
extract  from  Col.  Pickeil's  report : 

"Taking  the  average  thickness  of  the  coal  at 
three  feet,  which  is  a  deduction  of  26  per  cent, 
from  its  thickness,  would  give  each  vein  under- 
lying an  acre,  130,680  bushels — or  in  the  four 
veins  522,720  bushels.  And  making  a  similar  de- 
duction in  the  extent  of  the  property,  bringing  it 
to  3000  acres,  it  would  make  up  in  the  aggiegate, 
fifteen  hundred  and  sixty-eight  millions  one  hun- 
dred and  sixty  thousand  bushels  (1,568,160,000), 
which  would  supply  a  demand  of  50,000  bushels 
per  day  for  one  hundred  years,  estimating  the 
year  at  three  hundred  days." 

We  quote  the  concluding  paragraph  of  the  Col- 
onel's report  with  this  remark,  that  the  regular 
and  fixed  price  of  coal  at  this  mine  and  those  ou 
the  lower  Ohio  is  mi/w  cents  instead  oi  seven, 
thereby  giving  the  company  a  much  greater  profit 
than  he  estimates. 

"Miners  will  excavate  and  deliver  at  the  mouth 
of  the  entries  (100  bushels  to  each  miner)  20,000 
bushels,  at  a  cost  to  the  company  of  3  cents  per 
bushel  or  $600. 

The  coal  is  now  supplied  to  steamboats  at  7 
cents  per  bushel — making  for  20,000  bushels, 
SI ,400 — or  a  net  profit  of  $800  amounting  in  a 
year  of  300  days  to  S240,000 — equal  to  the  inter- 
est at  6  per  cent,  upon  S4,000,000. 

However  extravagant  these  calculations  may 
appear,  they  are  predicated  upon  facts  which  Can- 
not be  controverted — they  are  confirmed  by  the 
mineral  character  of  the  property  ;  and  I  have 
little  doubt,  under  the  auspices  of  an  efficient  or- 
ganization, they  can  be  fully  realized." 

The  same  paper  c  f  the  14th  of  November,  calls 
upon  the  Legislature  to  take  measures  for  open- 
ing Railroads  to  the  interior,  by  which  it  alleges, 
and  we  doubt  not  truly,  that  the  City  of  JLouisvUte 
c»uld  be  readily  supplied  at  less  than  ten  cents 
per  bushel,  (three  dollars  per  ton,)  while  they  are 
now  dependant  few  an  irregular  supply  from  up 
the  river  at  "from  twenty  to  forty  cents  per 
bushel,  at  the  caprice  and  whim  of  the  speculator'' — 
being  from  six-:^  twelve  dollars  per  ton.  The 
Cincinnati  Advertiser  in  like  manner,  has  been 
complaining  of  the  exorbitant  price  of  coal  in 
that  city,  an<i  its  final  entire  exhaustion,  (and  final 
Stoppage  of  their  manufactories,)  when  it  insists 
that  if  sufficient  capital  could  be  invested  into 
the  business,  the  enormous  wants  of  the  city 
could  be  supplied  at  twelve  cents  per  bushel 
throughout  the  year.  It  ridicules  the  idea  of 
getting  a  supply  from  any  other  source  than  the 
River,  and  urges  the  ioTestmeDt  of  capital  which 
would  pay  enormous  returns,  while  hereafter  the 
inhabitants  of  "  the  Queen  of  the  West,"  could 


safely  rely  upon  a  steady  supply  of  coal  at  tvoelvf 
cents  per  bushel,  or  $3,60  per  ton.    AVe  quote 

{^From  the  Louisville  Journal,  Nov.  14,  '58) 
"  At  Tradewater  and  Casey ville  from  eight  to 
twelve  thousand  bushels  of  coal  are  taken  out 
daily — four  to  six  thousand  bushels  from  each.—. 
These  mines  are  nearly  three  hundred  miles  beUno 
Louisville  and  about  thirty  above  the  great  iron 
hill  and  coal  property  of  the  "  Union  Coal  and  Iron 
Company."  They  are  situated  in  Union  County, 
Kentucky,  and  have  always  found  a  ready  market 
for  every  bushel  which  they  have  been  able  to  furnish. 
The  cost  of  mining  at  the  river  bank  is  a  fraction 
less  than  three  cents  per  bushel ;  whilst  the  selling 
price  has  been  fixed  at  nin€  cents  per  bnshel.  The 
coal  is  bituminous  and  of  a  fine  quality,  contain- 
ing but  little  impurity ;  and  for  steam  purposes  it 
has  been  found  to  be  equal  to  any  upon  the  Ohio 
river. 

"  The  question  will  now  naturally  present  itself 
to  the  minds  of  many,  whether,  when  these  mines 
are  fully  developed  and  worked  to  their  utmost 
capacity,  and  when  other  mines  shall  have  been 
discovered,  improved  and  placed  in  successful  ope- 
ration, the  immensity  of  the  supply  of  coal  will 
not  destroy  the  market,  reduce  the  price  to  an 
almost  nominal  figure,  and  ruin  those  who  have 
embarked  their  capital  and  devoted  their  time  to 
its  developement.  To  him  who  reflects  for  a  mo- 
ment, the  question  is  one  of  easy  solution.  Wbere- 
ever  coal  has  been  used  at  all  as  a  fuel,  it  has  been 
found  that,  unlike  most  other  commodities,  the 
supply  begets  the  demand.  Many  years  ,»go  the 
steamers  upon  the  Western  waters  had  their  furn- 
aces and  fines  constructed  for  the  use  of  wood 
exclusively — the  supply  of  coal  being  limited  to  a 
very  narrow  compass.  They  were  always  glad 
however,  to  use  coal  whenever  they  could  get  it, 
inasmuch  as  it  was  found,  for  the  puriKtse  of  gene- 
rating steam,  to  be  cj^eaper  than  cordwood  by 
at  least  fifty  per  cent.  As  coal  banks  were 
opened  and  the  supply  increased,  the  demand  be- 
came greater ,until  finally  there  is  scarcely  a  steam- 
er navigating  the  Western  waters  which  has  not 
its  furnaces  and  fiues  so  constructed  as  to  use  coal  -, 
and  actuMl  experiment  has  so  thoroughly  demon- 
strated its  great  advantage  over  cord  wood,  that 
there  is  not  now  a  steamer  in  all  the  Western  Trad^ 
which  would  not  use  it  exclusively  if  assured  thtU,  the 
demand  could  always  be  supplied.  The  number  of 
steamers  upon  our  Western  rivers,  all  of  which 
will  eventually  resort  to  the  use  of  coal,  is  estimat- 
ed at  eight  hundred  at  the  present  time.  The 
average  quantity  of  coal  consumed  i)er  day  by 
each  may  be  estimated  at  three  hundred  bushels, 
and  the  number  of  days  running  time,  at  two 
hundred  and  fifty.  This  estimate,  it  will  bo  seen, 
shows  au  annual  demand,  for  steamers  alone,  of 
sixty  millions  of  bushels,  and  a  saving  to  the  steam- 
boat interest  of  several  millions  of  dollars.  Add 
then,  say  forty  millions  of  bushels,  for  consump- 
tion in  our  Western  cities,  towns  and  manufacto- 
ries, which  is  probably  a  low  estimate,  and  the  de- 
mand may  be  reasonably  set  down  at  one  hundred 
millions  of  bushels,  [three  millions  four  hundred 
thousand  tons].  If  our  Western  coal  bank  could 
furnish  this  amount  to-day,  it  would  find  a  ready 
market,  but  they  canned  do  it  and  will  not  be  able  to 
do  so  for  years  to  come.  In  the  meantime  our  com- 
merce is  expanding.  The  number  of  our  steam- 
boats is  consequently  increasing,  and  our  cities, 
towns  and  manufactories  are  growing,  and  will  re- 
quire every  five  or  ten  years  double  the  aviount  of 
fuel  consumed.    From  these  premises  it  follws  : 

"First,  That  the  investment  of  capital  in    the 

dtivelopmeDl  of  our  coal  interests  is  one  of  the 
most,  if  not  the  very  most,  advantageous  invest- 
ments that  capitalists  can  make. 

"  Secondly,  That  the  development  of  these  in- 
terests will  entirely  do  away  with  the  use  of  wood 
upon  our  steamboats,  and  in  most  of  our  cities, 
towns  and  manufactories,  substituting  coal,  and 
thereby  save  to  consumers  upwa'ds  of  one  half  the 
cost  of  fuel,  to  be  appropriated  in  the  construction 
of  railways,  building  houses,  steamboats,  or  in 
any  other  legitimate  use  of  capital. 

"  Thirdlif,  Tbftt  however  jreat  the  supply,  thew 
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will  always  be  found  a  sufficient  demand  to  make 
it  A  paying  investment,  though  the  present  profit 
should  be  reduced  one  half,  an  even^highly  impro- 
bable, if  not  out  of  the  qnestion." 

From  these  facts  put  forth  at  Louisville  and 
Cincinnati,  it  is  manifest,  that  those  who  are  so 
fortunate  as  to  possess  coal  lands  within  available 
distance  of  the  Ohio,  and  the  necessary  capital  to 
work  them,  are  certain  to  realize  enormous  profits 
upom  their  investments  without  any  dimunition 
from  a  prospect  of  an  ultimate  glut  of  the  market, 
which  as  the  Louisville  Journal  truly  says,  is  not 
only  a  rapidly  increasing  market,  but  one  which 
has  been  open  for  years  without  any  prospect  of  a 
reasonable  supply. 

In  connection  with  the  subject  we  copy  the  fol- 
lowing from  the  Cincinnati  Commercial  Adver- 
tiser, of  Aug.  25th,  1863:— 

"  It  seoras  somewhat  singular  that  the  state- 
ment "  coal  is  scarce  and  high"  should  be  so  often 
applicable  to  this  city :  but  such  is  the  case  now, 
and  such  has  often  been  the  case,  the  past  few 
years.  There  is  a  cause  for  this  undoubtedly, 
and  one  that  is  susceptible  of  remedy.  The 
source  from  which  we  obtain  our  supplies  is  con- 
venient, and  the  supply  inexhaustible;  and  if  a 
proper  course  was  adopted  our  citizens  could  be 
furnished  with  good  coal  always  at  twelve  cents 
per  bushel.  (14s.  6d.  sterling  p«ir  ton.) 

"  The  annual  consumption  of  coal  in  this  city 
was,  at  th«  three  different  periods  specified,  as  fol- 
lows : 

XOW  ••••  ••••  ••••  ••«•  ••••  ••  ••••  •  ••   ^'Xjl/W 

1846 82,000 

1862 170,000 

"  It  is  quite  evident  from  the  above  state- 
ment, that  the  increase  in  the  consumption  of  the 
article,  has  far  outrun  the  means  of  supply ; 
hence  the  citizens  within  the  past  few  years  have 
had  to  pay  enormous  prices  occasionally.  It 
is  quite  evident  there  is  not  now  svffi^ient  capi- 
tal invested  in  the  trade  to  supply  the  imvunse  and 
rapidly  increasing  demand  for  Ihe  article.  There 
should  be  always,  at  least  eighteen  months  supply 
in  the  yards,  but  of  this  the  capital  now  em- 
ployed will  not  admit, 

"A  company  with  sufficient  capital,  controlling 
good  mines,  who  would  establish  two  or  more 
large  depots  in  this  city,  and  adopt  more  speedy 
means  of  transporting  the  cual  to  this  market,  and 
discharging  it  from  their  boats  to  the  yards,  and 
fix  the  prices  at  twelve  cents  a  bushel,  would  find 
that  the  market  could  not  easily  be  overstocked. 
Considerable  has  been  said  about  supplying 
this  city  with  coal,  by  Railway  at  eight  cents  a 
bushel,  but  the  idea  is  practically  absurd.  It  is  to 
the  river  we  must  look  as  the  proper  channel 
through  which  we  are  to  be  supplied  with  this  ar- 
ticle, and  to  it  alone." 

The  importance  of  a  steady  and  abundant  sup- 
ply of  coal  is  felt  to  be  as  necessary  to  the  com- 
mercial and  manufacturing  operations  of  the  West, 
as  the  East,  while  the  present  available  supply  is 
much  more  limited.  We  happened  to  be  in  the 
city  of  Cincinnati  in  the  latter  part  of  October, 
and  found  a  complete  panic  prevailing  in  reference 
to  the  small  quantity  on  band  in  that  city,  and 
which  threatened  to  put  out  the  fires,  both  in 
manufacturing  establishments  and  private  houses. 
The  only  hope  of  relief  was  in  a  "  rise  of  water." 
The  Mant  then  felt  has  yet  been  only  partially 
n»et.  The  development  of  the  above  mines  will 
open  a  much  needed  source  of  additional  sup- 
ply. 

The  use  of  coal  is  rapidly  increasing  on  the 
Mississippi,  and  as  the  above  fields  are  most  easi- 
ly reached  from  that  River,  of  any  upon  its  bank, 
the  dwnABd  from  this  quArtor  nost  b«  rerj  gtwi. 


There  is  no  one  article  in  social  economy,  the  use 
of  which  increases  so  rapidly  as  coal,  and  none 
the  demand  for  which,  so  constantly  exceeds  the 
supply.  The  line  of  the  Ohio  River  is  to  be  the 
focus  of  population,  wealth  and  commerce  in  the 
West,  and  the  progress  of  all  these  wijl  depend 
very  much  upon  the  cheapness  of  fuel. 


On  the  IV^aste  Heat  of  Loeomotlve  Boilers. 

BT    ZERAH    COLBLRM. 

A  boiler,  of  any  description,  performs  two  offi- 
ces :  those  of  the  generation  and  iibsorption  of  heat 
The  former  is  carried  on  in  the  furnace,  the  lat- 
ter from  both  the  furnace  and  tubes.  Hear  may 
be  generated  and  lost  in  the  open  air,  in  which 
case  thcrojare  not  sufficient  means  for  absorption ; 
it  may  also  be  generated  and  absorbed  to  such  an 
extent  that  on  its  escape  it  has  a  temperature  be- 
low that  of  the  required  pressure  of  steam ;  in 
which  case  the  pressure  falls  until  its  natural  rela- 
tion to  temperature  is  restored.  The  extreme  ab- 
sorption of  heat  is  attended  with  economy  of  fuel 
in  the  production  of  a  given  weight  of  steam  of  an 
inferior  pressure, — an  economy  which  condensing 
engines,  with  plenty  of  room  for  boilers,  may  avail 
of, — but  one  which  is  not  to  be  obtained  to  the 
same  extent  in  the  use  of  locomotives.  The  high- 
er the  pressure  of  steam,  the  greater  is  the  econo- 
my of  space  necessary  for  its  application,  and  the 
less  is  the  relative  resistance  of  the  atmospheric, 
or  equivalent  exhaust  pressure.  Economy  in 
space  and  in  back  pressure  is  of  the  utmost  conse- 
quence in  locomotives,  and  the  former  must  be  had, 
even  with  a  sacrifice  of  economy  of  heat. 

Extreme  absorption  of  heat  may  occur  from  too 
great  extent  of  absorbent  surface,  compared  with 
the  natural  passage  of  air  through  the  furnace ;  and 
also  with  a  given  extent  of  absorbent  surface,  by  a 
reduction  in  the  amount  of  air  consumed.  In  the 
former  case  the  pressure  is  likely  to  be  reduced  ; 
in  the  latter  the  combustion,  and  necessarily  the 
evaporation,  is  slow,  and  the  engine  does  not  make 
steam  quickly  nor  ol  high  pressure. 

In  any  case,  the  heat  imparted  by  the  tubes  at 
the  end  of  the  circulation,  or  front  ends  of  tubes, 
must  be  no  less  than  that  of  the  required  pressure 
of  steam.  The  heat  imparted  cannot  be  that  con- 
veyed by  the  tubes  at  their  forward  ends,  as  the 
powers  of  conduction  through  metals  and  through 
air  is  difitsrent,  the  atmospheric  dissipation  being 
assisted,  also,  by  the  draught.  If  the  tubes  im- 
part, at  their  forward  ends,  but  one-half  the  heat 
they  convey,  and  steam  of  160  lbs.  pressure,  above 
that  of  the  atmosphere,  is  desired,  the  escaping 
heat  must  be  (150  lbs.  =368>^<')  737°.  If  absorp- 
tion goes  on  to  an  extent  sufficient  to  reduce  this 
temperature  to  680°  the  consequence  is  680°-f-2= 
340°  corresponding  with  102  lbs.  pressure,  nearly ; 
a  great  reduction,  certainly. 

Now,  absorbent  surface,  only,  involves  weight. 
To  provide  for  the  sufficient  admission  of  air  does 
not  affect  the  "weight;  it  is  only  the  question 
whether  the  same  absorbent  surface  shall  be  dis- 
posed in  a  smaller  number  of  larger  tubes,  with 
larger  thimble-openings :  whether  the  furnace  can 
have  sufficient  capacity,  with  such  relation  of 
length,  width  and  depth,  as  shall  offer  the  least  re 
sistance  of  fuel  to  the  passage  of  air.  For  neither 
of  these  adjostments  is  there  any  difficulty  :  the 
only  point  is  to  guard  against  the  unnecessary 
waUe  of  boAii    W«  ooly  need  to  know  wb«a  bLers 


is  beat  enough.  This  can  only  be  got  at  by  ap- 
proximation ;  for  the  actual  proportions  of  gene- 
rating room  aud  absorbing  burfaces,  air  openings, 
etc.,  are  only  deduced,  for  a  given  duty  of  evapo- 
ration, by  practical  observation.  This  being  a 
question  of  practice  and  experiment,  practical  re- 
sults can  only  be  given.  Engines  with  a  large 
tube  surface,  with  tubes  of  small  diameter  aud 
tightened  by  thick  thimbles  ;  with  narrow  furo*- 
ces,  proportionally  deep,  and  often  filled  to  the 
crown ;  are  found,  in  practice,  not  to  make  steam 
enough,  except  with  a  considerable  contraction  of 
the  blast  pipes.  Opposed  to  these  are  the  general 
examples  of  large  tube  engines,  with  thin  thim- 
bles and  wide  furnaces,  which  are  found  to  make 
steam  much  faster,  and  of  higher  pressure.  The 
little  engines  built  at  Lowell  in  1840,  having  2^ 
inch  tubes,  and  furnaces  nearly  twice  as  wide  as 
long,  were  notorious  for  their  steaming  powers. 
Here  are  the  general  facts,  we  may  say  the  ex- 
tremes : — we  want  the  mean.  Combustion,  and  con- 
sequently, (with  sufficient  absorbent  i>ower,)  evap- 
oration, being  proportional  to  the  amount  of  Mr 
consumed,  we  must  admit  all  the  air  which  the 
carbon  of  the  fuel  will  take  up  under  the  most 
r&pid  rate  of  combustion.  If  this  must  be  reduced 
the  damper  must  be  used,  and  in  no  case  must  the 
contraction  of  the  grate  and  tube-openings  act  as 
a  permanent  damper.  Damping  at  each  end  of  the 
boiler  prevents  the  formation  or  escape  of  carbonic 
acid,  the  normal  product  of  combustion ;  damping 
at  the  furnace  end,  unless  perfectly  tight,  allows 
the  format i/)n  and  escape  of  carbonic  oxide,  an  ex- 
travagant and  wasteful  consumption  of  fuel.  How 
much  more  extravagant  the  consumption  of  fuel 
when  the  production  of  carbonic  oxide  is  perma- 
nent, owing  to  permanent  suppression  of  oxy- 
gen. 

Seeing  that  the  ultimate  absorption  of  heat  in 
the  tubes  must  afiect  the  pressure,  and  that  the 
highest  safe  pressure  is  a  necessary  condition  of 
economical  working,  brings  us  to  the  main  subject, 
the  waste  of  heat  necessary  in  boilers,  unless  re- 
tained by  other  means  than  by  absorbing  it  di- 
rectly from  the  tubes  into  the  steam-produciog 
water.  The  temperatures  of  steam,  necessarily 
corresponding  with  the  ordinary.u;tM'king  pressures, 
are  as  follows :  *.-,.  r^-  * 


M 


70  lbs.  equal  to  317.8° 

80  "         "  326.8° 

90  "         "         333.2° 

106  "         "  348.3° 


120  lbs.  equal  to  362.4° 
136  "  "  360.8» 
160  "  "  368.6° 
165  "         "         376.6° 


70  lbs.  equal  to  636.6° 

80  "         "  651.6° 

90  "         "  666.4° 

105  "        "         686.6° 


120  lbs.  eqaul  to  704.8° 
136  "  "  721.«o 
160  "  "  737.0° 
166  "        "         761.2<» 


'iY" 


It  being  obviously  necessar}'  that  the  imparted 
heat  at  the  forward  ends  shall  not  be  less  than 
the  temperature  corresponding  with  the  required 
pressure ;  and  that  it  is  impossible  for  the  heat 
imparted  to  equal  that  conveyed,  there  must  ne- 
cessarily be  a  large  amount  of  waste  heat  continu- 
ally escaping  from  the  ends  of  the  tubes.  Allow- 
ing the  proportion  conveyed  to  be  twice  that  im- 
parted, our  table  will  stand : 
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In  England  the  temperature  of  the  interior  of 
the  smoke  box  has  been  found  to  be  from  400°  to 
800°,  that  in  the  furnace,  with  coke  fire,  being  at 
least  3000°.  In  Mc.  Connell's  locomotives,  with 
combustion  chambers  and  short  tubes,  the  tempe- 
raturej  has  been  fouud  to  be  from  1100°  to 
1300°. 
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This-  heat,  otherwise  wasted,  can  be  partly  ab- 
sorbed by  feed  water,  provided  enough  beating 
surface  can  be  presented.  If  the  tubes  are  pro- 
longed beyond  the  ordinary  tube  sheet,  and  fasten- 
ed in  an  additional  sheet,  the  space  enclosed  will 
gire  room  for  the  feed  water,  with  a  large  extent 
of  heated  surface  for  the  elevation  of  its  tempera- 
ture. 

The  numbers  taken  to  represent  the  amount  of 
waste  heat  are  not  assumed  as  conect,  but  only 
as  indications.  It  is  well  a.scertained,  however, 
that  air  of  an  average  temperature  of  600°  escapes 
from  the  tubes.  If  enough  heat  can  ba  extracted 
to  raise  the  feed  from  55°  to  212°,  or  perhaps 
higher,  it  is  so  much  sarod^  while  the  exhaust 
•team  is  uuafiocted.      >  ^;i-;|  ?  v  .     •^-  :.v  :  .i.>iii. " 

A  diflSculty  with  heaters  has  been,  that  they 
have  either  depended  on  the  exhaust  steam  for 
heat,  and  thereby  abstracted  so  much  from  the 
means  for  producing  the  draught,  or  that  being 
formed  only  within  the  smoke  box,  they  become 
leaky,  and  having  so  little  surface  exposed  to  the 
heat,  they  were  not  efficient,     iifw  <;>'r  V.;^: ;   ,• )  : 

With  a  heater,  such  as  I  hare  proposed,  the 
connection  of  the  feed-pipes,  check-valve,  etc., 
would  be  made  in  the  manner  usual  in  the  appli- 
cation of  other  heaters,  there  being  a  check- valve 
between  the  heater  and  boiler,  and  the  heater  be- 
ing formed  of  the  same  strength  as  the  boiler. 
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Journal  of  Railroad  I^m'vr, 

CAN   RAILROAO    COMPANIES    BE    AUTHORIZED  TO  SUB- 
SCRIBE    TO    THE     STOCK     OF     OTHER     AND     FOREIGN 

"ii.iV^^i:-'  companies'?  .^.^ ■..:.:■  -^  .'-■<, 
§  That  the  granting  of  such  authority  has  been  de- 
cided to  be  within  the  scope  of  Legislative  power 
in  our  State,  is  known  to  moat  of  our  readers. 
Such  was  the  ruling  of  the  Supreme  Court  in  the 
case  of  Hugh  Wktte  against  the  Syracuse  and  Ulica 
Railroad  dompany.  This  case  is  reported  in  the 
lately  published  14th  volume  of  Barbour's  Reports, 
^nd  we  would  succinctly  state  the  nature  of  the 
case  and  the  grounds  upon  which  the  opinion  pro- 
nounced by  Justice  Edwards  upon  this  occasion 
seems  to  have  principally  rested. 

In  1861  the  New  York  Legislature  authorized 
any  of  our  Railroad  Companies  to  subscribe  to  the 
stock  of  the  Oreat  Western  Railroad,  CanadaWest, 
with  the  consent  of  persons  owning  2-3ds  'of  its 
stock,  under  certain  restrictions.  Defendants  ac- 
cordingly subscribed  for  $76,000  of  the  stock. 
The  calls  amounting  to  S7600  were  paid  and 
plaintiff  brought  a  suit  in  order  to  compel  the  Di- 
rector?  of  the  S.  and  U.  Company  to  refund  the 
sum  so  paid,  and  also  to  restrain  them  from  mak- 
ing further  payments.  ■  - 

The  Court  h^  Id  j        '    '     " ' '    '-'^ 

1st  that  the  charter  of  the  defendants  wa.s  liable 
to  suspension,  alteration  and  repeal  in  the  discre- 
tion of  the  Legislature.  A  charter  must  be  con- 
strued according  to  its  spirit.  And  it  was  not  pro- 
posed by  the  Legislature  to  convert  the  Syracuse 
and  Utica  Company  into  a  new  Comp.iny  of  a  dis- 
tinct character  from  its  present  one.  The  objects 
and  business  of  the  Company  would,  if  the  Law 
should  take  effect,  remain  unchanged.  The  sur- 
plus capital  of  the  Company,  employed  as  con- 
templated would  probably,  by  increasing  the 
number  of  persons  coming  into  this  State,  increase 
the  business  of  defendant's  road,  and  would  thus 
b«  used  in  «  ouaoer  ftilly  compatible  with  tb« 


general  scope  of  the  Charter  instead  of  subvert- 
ing the  Charter  as  contended  by  the  plaintiff. 

2nd.  The  cases  of  the  Hartford  and  N.  H.  R. 
R.  Co.  vs.  Croswell  (6  Hill  381)and  of  the  Middle- 
sex Turnpike  Co.  rs.  Locke  (8.  Mass.  Rep.  268) 
have  been  cited  to  show  that  the  assent  of  all  the 
Stockholders  is  necessary  in  such  a  case  as  this. 
But  in  neither  of  these  two  cases  had  the  Legis- 
lature reserved  the  right  to  alter  the  Charter  of 
the  Companies. 

3d.  Nor  is  the  Legislative  Act  conferring  the 
authority  in  question  invalid  because  it  was  not 
passed  by  %d8  of  the  Legislature  as  required  by 
the  Constitution  of  1821  under  which  the  de- 
fendants were  chartered. 

For  that  Constitution  contained  a  provision  by 
which  it  could  be  changed,  at  the  People's  will 
by  the  operation  of  which  the  control  of  future 
Legislatures  over  the  charters  of  Corporation  could 
be  enlarged. 

The  Constitution  of  1821  has  been  so  changed, 
and  the  Legislative  former  once  Charters,  en- 
larged. : uiy  /•  'P  i--'^'i^  '•"■•  ■'-, ■"■ 

''4th.  Nor  is  the  Legislaftv^  Act  nnconstftntional 
as  being  a  private  or  local  Act  and  at  the  same 
time  embracing  more  than  one  subject,  thereby 
violating  the  Supreme  law  of  our  State,  which 
prohibits  com  jlex  Statutes.  It  is  not  a  private 
Act,  for  it  applies  to  all  Railroad  Companies.  And 
the  subject  matter  of  the  Bill  is  single,  consisting 
solely  in  authorizing  subscriptions  under  general 
restrictions  to  a  si^le  description  of  stocki. 


LocomotiTes  for  Sale. 

2Looomotive  Sogine*  and  Tenders,  made  to  order  for  a  five 
feet  gauge  (but  which  are  not  re<iuired  at  preaeat  aa  the 
road  is  not  ready  to  reoeivo  theif  ) 

16  inch  cylinder  by  20  inch  atroke,  2  pair  drivera.  One  En- 
gine 6  ft  diameter,  and  the  other  5;^  ft.  dia. — outside  cylinders 
—have  a  large  proportion  of  boiler,  and  are  expected  to  be  eco- 
comilal  working  engines— will  be  sold  on  very  favorable  terras, 
and  are  now  r^y  fbr  delivery.    Apply  to 

CHAS.  W.  COPELAND, 
7tn Mo.  64  Broadway. 


Machinists^  Tools. 

THE  FAIRMAN  AND  WILLARD  MACHINE 
TOOL  MANUFACTURING  COMPANY  offer 

for  sale  very  superior  Engine  lathes,  Planiiig  Machines,  Com 
pound  planers,  u->riglit  dnlls  and  all  other  kinia  of  tools  used  in 
Railroad  iihopa,  upon  reasonable  terms. 

They  also  manufacture  Fairman's  patent  CAR  WH£EL 
BORER,  whteh  is  teairanted  to  do  nohs  and  better  tcork  than 
any  other  borer  in  use. 

Abo— all  sizes  Fairman's  patent  Universal  Chuck. 

Orders  may  be  addroi<8ed  to 

Q.  W.  FAIRMAN,  Agent, 
«3tf  Rochester,  N.  T. 


LtOcomoUve  Engines  for  Sale. 

Two  first  class  engines,  adapted  to  a  5  foot, 
gauge,  22  tdnS  weight,  16  -f-  20  inch  Cylinders, 
and  6)^  and  6  feet  drivers,  built  by  one  of  the  be.«* 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  office  of  American  Railroad  Journal, 
9  Spruce-st.,  up  stairs. 
Dec.  24- 


Valuable  Works  on  Rail- 
roads, Railway  Engineer- 
ing^«  Steam  Engines,  &c. 

LARDNER'S  RAILWAY  ECONOMY.  1  voIJ2  00 
THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS  AND  RAILWAYS,  Ex-'' 

plained  and  Illustrated  by  Dr.  LARDNER, 

8th  Edition,  revised  and  improved 2  00 

TREDQOLDON   THE  STEAM  ENGINE,  8 

vols.,  4  to.,  ^  calf M  00 

TREDGOLD  S  PRACTICAL  TREATISE  ON 

RAILROADS  AND  CARRIAGES 1  60 

PORTWINE   ON  THE  STEAM   ENGINE..      60 
BURGOYNE'S  ART  OF  BLASTING  R0CK8, 

QUARRYING, &C 81 

TREATISE  ON  TUBULAR  AND  GIRDER 

BRIDGES SI 

BAKERS    LAND     AND     ENGINEERING 

SURVEYING 62 

BAKER'S  RAILWAY  ENGINEERING  AND 

EARTHWORK 1  60 

PRIDEAUX  ON  ECONOMY  OF  FUEL ....       81 
SEWELL  ON  STEAM  AND  LOCOMOTION 

Vol.  1 81 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 9  60 

GARRS    RAILWAY   LOCOMOTION    AND 

STEAM  NAVIGATION 1  76 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMBANKMENTS 1  00 

Imported  and  for  sale  by  JOHN  WILEY, 

167  Broadway,  New  York. 


N.  York  and  A.^Haven  R.  Rr 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Monday/,  May  0, 1853.     JE^b 


TBAIXS  rSOV  KEW  TORK.  TRAIXI  TO  HIW  TORK. 

T  A.  M.— Acconiniodatioo  to|5.30  A.M.— Special,  from  Port 

New  Haven.  i  Oiiester. 

S  A.  M.— Express  for  Boston,  5.00  A.U.— Conunutation  fl-ooi 

stopping  at  Stam-  New  Haven. 

ford    and    Bridge-  6.1fi  A.)l— Accommodation  fm 

port  New  Haven. 

0.10  A.M.— S|>cci«l     for    Port'8.15  A.M.— Accoiiimolationfm 

Cheii".*-.  I  Kow  Haven. 

11.80  A.M.— Acconunodutioo  forl9.35  A.M.— Ezprees  fttxn  New 

New  Haven.  Haven,  Stopping  at 


3-00  P.M.— Express  for  New 
Haven,  stopping  at 
Stamford,  Norwalk 
and  Bridgeport 

4.00  P.M.— Accommodationfor 
New  Haven. 

6.00  P.M.— Espresafor  Boston, 
stopping  a(  N.  Ha- 
ven. 

6.S5  P,»L— CommutatioofbrN. 
Havea 

6.W  P.M.— Special  fbr  Port 
Cheater. 


Bridgeport,  Nor- 
walk and  Stamford. 

1-07  P.M.— Boston  Ezprasa, 
,  stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 

i.00  P.M.— Special,  fVam  Port 
Chester. 

4.00  P.M.— AccommodatUn  fku 
New  Havea 

0.SO  P.M.— BoBton  Izpren, 
■topping  at  Bridge- 
port, Norwalk  and 


Union  Railroad  Car  Works, 

PORTSMOUTH,  Va. 

FREIGHT,  PASSENGER,  BAGGAGE,  EXPRESS,  MAR- 
kot,  Coal,  Lumber  and  Hand  Cars,  nuuiufectured  at  this 
eKtaMlklmicnt  of  the  best  material,  and  in  tiie  most  approved 
manner,  wiih  either  Plats  or  Spoii  Whebls  and  Axlis,  <i( 
Salisbury  or  other  Iron  Trucks  fitted  up,  or  Wheels  and  Ax- 
le.-i  separately  will  l>e  furnished  at  the  shortest  notice,  and  ship- 
ped to  any  part  of  the  United  States. 

Having  extensive  arrangements  and  superior  facilitiea  for 
manufdcturinj;  at  this  ostabUshment,  orders  will  be  received  and 
contracts  made  for  ecjuipping  «jtire  roads  at  short  notice 

JOHN  A.  GREEN. 

Portsmouth,  Va.,  Docember  SO,  1863. 


P.  J.  Tonrnadre, 

OUsringbMW  Yickaburg,  8far«T«po(t  lod  T«aa  B.E., 


Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  gup't 
ATew  Eaten,  May,  1863. 

Stnart,  Serrell  9l  Co., 

CIVIL  ENGINEERS, 

Rooms  22,  24,  26  dc  27, 

167  Broadway,  New  Tork. 
Charlxs  >.  Stoabt,  Edward  W.  Ssbbill, 

Danibl  Mabsh,  Sahubl  MoIlbot. 


New  Works  on  Civil  Engineering. 

THE  PieU  Practice  of  laying  out  Circular  Curve*  fbr  Rail- 
roada.— By  Johh  C.  TsAirrwiBB,  Civil  Engineer— 2ud  edi- 
tion in  pockM^Mok  form. 

A  new  and  rapid  method  of  Calcolating  the  Cuhk;  Conteuts  of 
Excavatkm  and  Embankments,  by  th«  aid  of  Biagrama.— By 
John  0.  Trantwioe,  Civil  Engincei^-with  10  Copper  Platea. 

Price  Om  Dollar  each— postage  on  the  Curves  ThrM  Ceot»— 
and  on  the  Kxeavrntiona  and  Embankmenta,  Six  Ceni& 

Voraiaby  WILLIAM  HAMILTON, 

Hal  or  tha  Franklki  iMtltiite. 


ESTABLISHED    1796. 
McAllister  Sl  Brother, 

OPTICIANS  and  Dealers  in  Mathematical  Inatnimants.  «( 
the  ok!  established  stand,  48  Cliesaiut  street,  Philade^^Ui^ 
Pa.  Mathematical  Instruments  separate  and  in  case^  Pretnor 
tors,  Spaoing  Dividers,  Drawing  Pens,  Ivory  Scales,  Tap*  Mea- 
aurw,  Sslometeia,  Spy  Gtaasea,  MicroBCopea,  Speataclaii^  BIT' 
dromatcra,  Pktina  Points,  Magic  Lantema,  et«  ,  «ts  ,  eto. 

Our  lUuatrated  and  oriced  Catalogue  ia  SuntalMd  o«  ■pfUa^' 
doo  and  saot  by  mail  rm  of  akaitiB. 
Ikm.  M,  IM 
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«fi)  1  ,UU\J5UUUroad  company  six 

P^R  CENT.  FIRST  MORTGAGE  BONDS  FOR 
SALE. 

OrncE  OF  WiNSLOw,  Lanier  &  Co. ) 
No.  62  Wall-st.,  Oct.  6,  1863.         J 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
offer  for  sale  one  millioD  of  their  SIX  PER 
CENT.  BONDS,  with  coapoQS.  Interest  and  prin 
cipal  payable  in  New  York,  the  former  half-yearly, 
1st  of  November  and  Ist  of  May.  They  are  in 
sums  of  JJ1,000  each,  payable  the  Ist  day  of  May, 

1868. 

These  Bonds  are  issued  under  the  express  au- 
thority of  the  Legislature  of  the  State  of  Ohio ; 
and  are  a  part  of  the  $1,600,000  Loan  authorized 
to  be  issutMl  by  a  vote  of  the  stockholders,  for  the 
purpose  of  raising  neans  to  make  a  double  track ; 
the  greatly  increased  and  increasing  business  of 
the  road  makes  this  absolutely  necessary. 

The  Little  Miami  Railroad  is  eighty-four  mileS 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Springfield;  is  now  in  complete 
running  order;  has  cost,  including  equipments, 
stations,  station-houses,  dtc.,  up  to  this  date 
02,708,109  19. 

This  Company  hold  stock  in  the  Columbus  and 
Xenia  Railroad  Company  to  the  amount  of  $886 
000,  which  now  commands  a  premium  of  20  per 
cent.    Also,  in  the  Hillsborough  Road  the  amount 
of  811,716. 


City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,600,000. 

These  Bonds  are  oflfered  at  private  sale  by' the 
undersigned.  Agents  of  the  Company. 

Printed  statements  of  the  afikirs  of  the  Com- 
pany, and  any  turther  information  relative  to  the 
securities,  will  be  given  by  ■,  % 

WINSLOW,  LANIER  &  CO., 
No.  62  Wall-^t. 


af». 


JUlmlra  Car  Manufactory. 


The  receipts  of  the  Road  have 
For  the  year  ending  Dec.  1,  1844. 
For  the  year  ending  Dec.  1,  1845 
For  the  year  ending  Dec.  1,  1846 
For  the  year  ending  Dec.  1, 1847 
For  the  year  ending  Dec.  1,  1848 
For  the  year  ending  Dec.  1,  1849 
For  the  year  ending  Dec.  1,  I860 
For  the  year  ending  Dec.  1,  1861 
For  the  year  ending  Dec.  1,  1852 
The  receipts  from  Dec.  1, 1852,  to 

1,  1863, 10  months  were 

For  the  same  period  year  before . 


been  as  follows 

$18,623  36 

46,327  68 

116,052  02 

221,139  52 

280,085  78 

321,398  82 

405,597  24 

487;846  89 

.526,746  35 


Sept. 


.644,625  59 
.411,797  06 


Increase  in  10  months $132,823  63 

The  position  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  in  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  Road,  and  runs  in  con- 
nection with  the  Cleveland  and  Columbus  Road  ; 
in  fact  they  are  now  run  as  one  line  greatly  to  the 
advantage  of  all. 

Regular  s^nual  10  j>er  ctbt.  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  5  per  cent,  in  1852.  In  1662  two  cash 
dividends  of  5  per  cent,  were  made. 

The  present  surplus  and  reserve 
fund  amounts  to $98,546  10 

The  mortgage  covers  the  entire 
■  '.     line  of  road,  costing  to  date. . .   2,708,108  19 

To  be  expended  on  double  track, 
Ac 1,500,000  00 


Talne  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  deed  ot  trust  (excepting  one  of 
$100,000  to  the  City  of  Cincinnati)  on  the  Com- 
pany's Road,  Stations,  Franchises,  net  income,  dec, 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  bondholders,  with  ample  power  to  take  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, dtc,  and  to  sell  the  same  to  the  highest 
bidder  for  cash,  if  default  be  made  in  payment  of 
interest  or  principal.  The'  mortgage  is  for  $1,- 
600,000,  and  cannot  be  increased. 

The  Stock  owned  by  the  Road  in  the  Columbus 
and  Xenia  and  Hillsborot^h  Railways  will  mach 
oaore  than  pay  off  tb«  $100,000  ^rior  lito  to  tfa» 


THE  Undersigned  it  prepared  to  muiui^cture  for  RailroAd 
Companies,  Paafiengcr,  Bag!i;age,  Cattle,  Freight,  Orarel  and 
QaDd  Cars,  also  Baggage  Barrows  aiMl  freight  Trucks. 

WM.  K.  RUTTKB. 
Ebnira,  N.  Y.,  June  t,  1863. 


The  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacture 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  dbc. 

Having  amplefacilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  to 
any  manufactured. 

Gar  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Road  Bridges,  &.c.  made  to  order  at 
short  noticA. 

■«'-^*    t)rders  Respectftilly  Solicited. 
Address,  HENRY  8IZER,  Agent, 

Cincinnati  Ohio. 

Office  596  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


Railroad  Car  Works. 

TH1B  Undersigned  are  prepared  to  manuftcture  (br  Railroad 
Companies,  Paasenger^aggage,  Cattle,  Freight,  Grareland 
Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

r.  HUNGERFORD  *.  CO. 
MavnilU,  Ky.,  Sept.  29, 1853. 


Hufty^s 

KiiclK««rsf  Arvliltccts  and  Dr*ftanieB*a 

STATIONERY  EMPORIUM. 


ii^^^^^^^Sstk-iSi 


iiiiiiiiiiiiiiiiiiiiMjiiiiiiiiiiiiiWiiiiiiiiiiN 


1  I7"HATMAN'S  Turkey  Mill  Drawing  paper,  Trac- 
'  >     ing  paper,  Plan  and  Profile,  Protract«>ra,  Draw- 
ling Pins,  Paber's,  Jackson's  and  ether  makers'  Pen- 
cira;  Field,  Level,  and  Memonndum  Books  o!  vari- 
ous patterns;  Mathematlcallnstnimpnts,  Tape-lines, 
Mouth  Glue,  Cross  Section  paner,  Trianelee,  Sabel 
Brushes,  Gum  Bands,  Maiden  Gum,  Red  Tapk  Ink, 
Inkstands  and  Sand,  Water  Colors,  Pallets,  Patent 
Binders  for  letters.  Portfolios,  etc.,  toeether  with  a 
toeral  assortment  of  Stationery  and  Blank  B<>oka. 
All  goods  packed  with  care,  and  forwarded  to  any 
\it  or  th»  United  ttMM. 

JOSEPH  HUFTT, 
Successor  to  H.  L.  Lipman, 
139  Cheitnat  St.,  Philadelphia. 


Bniblo  Car  Works. 

TOWN8END  &  COIT,  Proprietpn. 

'TTTX  are  now  ereetini;  an  extensive  Evtahllshmeot  to  tht 
YV  manuftcture  of  Railroad  Can,  which  wlil  be  fUnumeo 
with  all  the  conveniences  known  to  tbe  buaineas,  and  nudj  to 
opermtioa  by  the  lat  day  of  June  Mzt,  at  which  Urn*  w«  wfll 
be  ready  to  ezecate  onion  for  Baggage,  Boi,  Platfona  aad 
Cattle  Osn,  of  the  moet  approved  style  ar^*  flniah.  Meeattme 
we  are  prepared  to  make  contract*  to  irvfc  to  be  Itaralitoed 


PiliWfyW|^lM» 


T0WN8III9  *  OOR, 


A.  M.  <xUA¥,  Clevelande  O., 

LJECEIVRR  AND  FORWARDER  »  jRtHr^id 
LW  Iron,  Chairs  and  Spikes 

Also,  Cara,  LiTomotives,  and  all  kinds  of  Machi- 
nery for  Railroad  purposes. 

Office  next  dor>r  to  the  Custom  House,  Main  M. 

January  12,  1663. 

SIXTY  MILES  DISTANCE  SATKDI— ONLY  THIRTY-SIX 
AND  A  HALF  HOURS  TO  CHICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LINE,  eairyiM  the 
Great  Westem  U.  S  Through  Mail— FOR  CHICAGO  AND 
ST.  LOUIS,  MILWAUKEE,  RACINE  KENOSHA,  aiid  mil 
Ports  on  Lake  Michigan.— Through  froni  Buftilo  to  Mmtoe  IN 
FOURTEEN  HOURS  WITHOUT  LANDING. 

The  rollowiiig  ina^fuigcent  and  uuequalled  steamer*  ttoea  tbe 
line  between  Buflalo  and  Monroe  : 

EMPIRE  tjTATE.  i.  Wilsom,  Oommaoder,  leave*  Btiflklo 
Moodayg  and  Thumdaya. 

SOUTHERN  MICHIGAN,  A.  D.  PsaaiKB,  Commaodor 
leaveo  But&Jo  Tueudays  and  Eriday*. 

NORTHERN  INDIANA,  I.  T.  Phbatt,  Caaunander,  leaves 
Buflalo  Wednesdays  and  Saturdays. 

One  of  the  above  splendid  steamer*  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'clock,  P.  M.  eveiy  day, 
(except  Sundayi-)  and  run  direct  through  to  Monroe  without 
landing,  in  14  bouns,  where  the  LijfbtQiiig  Expreao  Train  will  be 
in  waiting  to  take  [>ag8engers  direct  to  Chicago  in  8  hour*  :  ar- 
riving next  evening  after  leaving  Buflalo. 

THE  LAKE  SHORE  RAILROAD.  1 1. 

ran*  in  coonoctiuo  with  this  line,  forming  the  ooly  cootinuou*  Bas 
of  Railroad  to  Chicago  and  the  Illinois  River. 

For  Through  Tickets,  by  New-York  and  Erie  and  Buflkto  and 
New-York  City  Railroad  via  Buflaki,  or  by  the  People's  Line  of 
Steamboats,  Uudsou  River  Railroad  via  Albany  anJ  Buflklo  a*- 
ply  to  ' 


JOHN  F.  PORTER,Ageot, 


m 


Na  ISW  Broadway,  corner  Dey-sL,  N.  T. 


MONTREAL.  Sl  MEW  YoRK 

AND_ 
Plattsburgli  and  Montreal 
RAILROADS. 

X^Open  through  fnxm  PUtUtburgh  to  MotUrtaL^i 

PasMDger  Trains  leave  Montreal  for  Plattsburg  at  6  30  Km  ' 
and  6  p.m.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattsburg  for  Montreal  7.30  a.m.  and  4  p.m.,  ani^w  • 
10  a.m.  and  6.50  p.m. 

Trains  connet  at  Montreal  with  Steamers  for  Quebec,  and  the 
St  Lawrence  and  Atlantic  Railroad  for  Sherbrooke  and  kaar 
mediate  station. 

Trains  connect  at  Mooers  JunctiOD  with  Northern  (Ogdens* 
burgh)  Railroad  for  Ogdonsburgh  and  Lake  Ontario  Steamers  for 
LewiKtoo  Niagara  Falls  and  Upper  Canadia,  and  all  ports  oo  the 
Weetem  Lakeb. 

Trains  connect  at  Plattsborgfa  by  Steamer  to  Burflngtoo  wttk 
Rutland  and  Rurtington  Railroad  and  coonectiDg  line*  fbr  Troy, 
Albany,  New  York  and  Boston,  and  all  intermediate  Matioo*. 
Also  with  steamers  for  Whitehall  to  the  Sarutoga  and  Washing- 
ton Railroad,  aod  coonecting  hoe*  of  road  to  Troy,  Albany  aii4 
New  Yoak. 

Passengers  will  find  this  route  uneaquelled  for  catnto  and 
dispatch,  and  attended  with  less!  atigue  and  dely  than  any  other. 
It  possesses  moreover  tbe  advantage  of  a  abort  Ferriage  of  ooly 
A/teen  minute*  across  tbe  River  St  LsemDce  at  Caughnawaga, 
which  has  never  been  known  to  (teese,  aad  can  be  cooAdently 
relied  upon  at  all  seasons  of  tbe  year. 

nrPriegbt  Tarins  run  daily  each  way. 

For  particulars  see  Friegbt  and  Passenger  TariC 

Baooaob  checJced  through. 

H.  W.  NELSON,  Supeiiateu^et. 


Sne^w  York  and  Erie  U.  R. 


^ 


PASSENGER  TRAINS 
leave  Pier  foot  of  Duane  street, 

as  follows,  viz : — 


DAT  Kxraass,  at  •  a.  m.  to  Dunkirk  aod  But&lo. 

Maii^  at  iX  a.m.  for  Dunkirk  and  BuSaki,  aod  all  lutennedtate 
statiooa.  Passengers  by  this  train  will  remain  over  night  at  any 
station  between  Binghamtoo  and  Comiug,  aod  proceed  tbe  next 
morning. 

AccoMMODATioa,  at  12)i  p.m.  to  Delawkre  and  all  mtenae- 
diate  stations. 

Wat,  at  3>(  p.m.  for  Delaware  and  aB  intermediate  statiooa. 

Niear  Exraass,  at  (  p.  m.  for  Dunkirk  and  Bufliilo. 

EJfioKAjrT,  at  6  p.m.  for  Dunkirk  and  all  intermediate statians. 

On  Sundays  only  one  Express  Train — at  6  p.m. 

Tbe  Xzpreea  Traius  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland.  Cincumati,  Chicago,  etc.,  aod  at  Baflhk> 
with  first  class  splendid  steamers  for  Cleveland,  Sandosky,  Tale. 
do,  Betrcit  and  Chicago. 

CHA8.  MDIOT,  U^V 
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Notice  to  Coutraetors. 


WARSAW  &  ROCKFOBD  BAILKOAD. 

THE  preliminary  Surveys  ar«  now  complete  for 
the  First  Division,  (about  120  miles)  from 
Warsaw,  through  Nauvoo,  Oquawka,  Keithsburgh, 
Bock  Island  and  to  Port  Byron,  including  both 
Bapids  of  the  Mississippi,  and  the  location  pro- 
passing.  The  character  of  the  country  is  such, 
and  the  surveys  so  near  to  any  location  that  will 
be  made,  that  Contractors  Cjui  satisfy  themselves 
of  the  value  of  ih«  work  as  weU  now  as  hereafter. 
Proposals  are  asked  at  the  Office  of  the  Company 
in  Warsaw,  Hancock  County,  Illinois,  for  the  con- 
struction of  the  whole  or  part  of  the  road,  either 
by  quantities  or  by  the  mile.  Contract  will  not  be 
made  before  the  1st  of  January,  1854,  and  only  so 
soon  thereafter  as  advantageous  offers  can  be 
made.  The  Company  are  willing  to  make 
general  contract,  for  cash  or  for  cash  and  securi- 
ties. 

The  route  of  the  road  is  generally  in  the  valley 
and  second  bottoms  of  the  Mississippi,  and  the 
work  can  be  comi)leted  very  rapidly.  The  road 
is  important  as  one  of  the  improvements  of  the 
navigation  of  the  Bapids,  and  also  from  its  several 
(two  at  least)  connections  with  other  railroads. 
WM.  H.  BOOSEVELT, 

President. 
V      W.  B.  KING8LEY, 
't.  S.  O'ScLLiVAv,  Engineer. 

Consulting  Engineer. 
Warsaw,  Nov.  17,  1853. 

Pi*awiii§r. 

BBLANDOWSKI,  Topographical  and  Oma- 
•  mental  Draughtsman  and  Designer.  Maps 
accurately  drawn,  enlaiged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations,fur- 
niture,  fbnces  and  ornamental  foundry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care- 
fully prepared. 

Beferences.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  of  Franklin  and 
Center  streets.  New  York.  Also  H.  V.  Poor,  Esq., 
Editor  Bailroad  Journal,  and  Zerah  Colbura,  As- 
sistant do. 

Address,  care  of  Bailroad  Journal,  9  Spruce 
street  New  York. 

Corrosive  sublimateT 

THIS  article  now  extensively  used  forthe  preserva- 
tion of  timber,  is  manufactured  and  for  sale  by 
POWERS  &.  WEIGHTMAN,  manufacturing  Chem- 
ists, Philadelphia. 
Jan.  20.  1849. 

,  To  Railroad  Companies, 
^V  Maehinlsts,  Car  Man- 
\_..-     ufaeturers,  etc.,  ete. 
CHARLES  T.  GILBERT, 

NO.  80  BROAD  ST.,  NEW  YORK, 

IS  prepared  to  contract  for  furnishing  at  manufac- 
turers  prices — 

Railroad  iron,  V"*- ;"'    -  .• . 

Locomotive  Engines, 

Passenger  and  FreishtCars, 
Car  Wheels  and  A^les, 
Cbairs  and  Spikes. 
Orders  are  invited ;  and  all  inquiries  in  relation  to 
any  of  the  above  articles  will  receive  immediate  attcn* 
ion      ■  -a 


Krupp^s 

CELEBRATED   CAST   STEEL, 

Wtuch  obtained  the  Coaneil  Medal  at  the  Loodon  Exhibition  in 

185L 

WarrmMtttl  unapproathable  m  to  Qualily  and  Si*a. 

PI.ATIR8  and  othar  Ca«t-StoeI  Rollen,  of  any  dimeiwiona 
not  ezceadiog  six  (Iset  loni;  by  eij^bteen  inches  diaaieMr. 
Pistaa  Rod*  and  ShafU  for  St«am  £iii;uum,  not  exueoduiy  3000 
Iba.  in  weight. 
SLtOmj  and  other  Aslea,  Cranka,  SiHiagi  aad  Ijrw, 
Cannon,  RiHe  and  Oun  BarrelB.  -.  ,,,_j    •»    ' 

-  lliot  and  other  Rolling  Uilli 

j^  Orden  Kceived  hj 

THOBKAS  PR09SKR  *  SOIT, 

tt  Piatt  atnet,  New  Tork. 
Sole  Agmu  fiw  a*  CaMad  ItoiM. 

■  ifn.vt.ijm.   'W"-.  -.-,.-,;.-.-■.- -..-    -: 


■        i 


MaeMiilflts'  Tools. 

A  SUPEBIOB  CLASS, 

"PVK SIGNED  particularly  *H  Bailroad  work, 
-    B.  TIN&  &  CO.    "  •     

7,  lua 


U  bvL.  B. 
Otmer 


manufkctured 
Gate  AiJ)HiCK,  Tiso  &.  Co  ,) 
LOWKLL,  Mass. 


Henry  I.  Ibbotson, 

MANUFACTORBR    OP 

FILES   ANli   SAWS, 

Warranted  of  superior  quality. 
Office  and  Warehouse,  218  Pearl  at.  New  York. 


Small  Rails.    :im.i 

THE  SUBSCRIBERS  manufacture  and  keep  ".onatantly  Ibr 
■nlc,  Light  Rail*  of  tlie  most  apuroud  patterns,  weighing 
32,  25,  28,  40  and  60  Iba  per  yard,  <B|aWs,fer  CeUiera,  Miners, 
Quarrymen  and  Contractors,  or  for  tuA  tMt^  depet  and  branch 
tracks.                                    CHARUBS  X.  JUi^TS  A  Co 
1744                          Fuirmount  IrOB  W«(ka,  PhihwMphia. 
CUAS.  S.  SMITH,  HENRY  U0BRI8, 

TBOS.  T.  TAaSER,  WHTAB  HORBIS. 


Railroad  Iron  Via  Q,nebee. 

JOHN  ANDERSON  &  Co., 

COMMISSION    MEBCHANT8, 
SHIPPING  AGENTS  AND  BBOKEBS, 

aUEBEC, 

PARTICITLAR  attenttoo  giren  to  the  Transhipment  oflron 
in  Traiwitu  for  the  Webtem  Lake  Ports,  likewise  to  the 
Shipment  of  Rails  in  Grea.  Britain. 
Qutbec.  Dec.  3, 1868. 

Railroad  Iron. 

Two  THOUSAND  TONS  Erie  Pattern,  58  lbs.  to  the  yard, 
already  shipped,  and  expected  here  soon — for  sale  by 
38tr  JOHN  H.  HICKS,  90  Beaver  at 


To  Railroad  Companies. 

COLLINS'  PATENT 

VENTILATIIRS, 

roR 
Ventilating  all  kinds  of 
Public  and  Private  Buildings 
Railroad  Cars,  Depots,  etc. 

THE  Subscribers  would  invite  the  at- 
tention of  the  public  to  the  above 
celebrated  Patent  Ventilator.  This  Ven- 
tilator a  tlie  beet  one  now  known  of^  for 
giving  a  pure  air  in  rooms,  and  igecting  all  foul  air.  It  has  been 
adopted  by  all  the  principal  Bailroad  Companies  and  Car  Fac- 
tories, and  is  extensively  used  for  private  dwellings,  and  for  the 
cure  of  smoky  Chimneys  cannot  be  excelled.  Manufkctured  and 
for  sale  by 

BAKEB  &  WILLIAMS, 
•      •<    ^'      No.  406  Market  St.,  Qirard  Bow, 
>•.<.'•;  I  liH  Sole  Agents  for  Pennsylvvnia. 

CERTIFICATES. 

Engineer  Department  F!R.R.,  Altoona,  Feb.  8, 1863. 
This  is  to  certify  that  Messrs.  Baker  &  WiLLtiMa,  of  406 
Market  st,  Philadelphia,  have  flunished  a  large  number  of  Col- 
tins'  Patent  Oalvanized  IronVoDtilatots  for  the  P.  R.R.  Co.,  and 
that  they  have  given  every  satisfaction,  acting  fully  as  represent- 
ed.   I  consider  them  as  a  necessary  ap|>cndagu  to  an  Engine 
House.    We  have  tbein  in  use  thirteen  inches,  and  two  feet  diam- 
eter, acting  equally  welL     So  well  satisfied  am  I  of  their  usefUI- 
ess,  that  the  Engine  Houses  we  are  about  building  will  be  sup- 
ied  with  thera  at  every  point  where  a  draft  is  necessary  to  free 
buUding  of  smoke.  STRICKLAND  KNEASS 

Principal  Atnatmt  Engineer  P.  R.R.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  Pittsburgh,  May  12, 186a 
AeesT^.  Bakck  dc  Willi ajis. 

Dear  Sirs— The  23  Collins'  Patent  Ventilators  ftiniiabed  by  you 
for  the  Engine  House  at  this  place,  have  been  in  use  several 
months  and  their  merits  have  been  ftilly  tested  and  have  givoi 
most  perfect  satis&ction ;  being  constructed  on  true  principles 
of  Ventilation,  and  the  workmanship  iaofu  substantial  and  supe- 
rior character.  Yours  truly,  OLIVER  W.  BARNES, 
30)40            Principal  A—iatant  Engineer  P.  R.R.  Co. 


Indla-Rubber  Railroad  Gar 
Sprlngrs*  etc. 

THE  UNITED  STATES  CAR  SPRING  COMPANY,  hav- 
iiig  completed  their  new  Factory,  are  manu&cturing  and  fiir- 
nishiug  to  Railroad  Cvmpanie*,  and  Car  Builders,  R  UBBER 
SPRINGS'  of  the  best  quality,  on  the  most  fovorable  terms. 

Also,  McMullen's  superior  WHITE  HOSE,  not  only  tor 
Railroad:),  but  all  other  purposes,  and  of  any  size  or  thiclmees 
required.  Office  Na  26  Cliff  street, 

Aug.  10,  1853.        3ri  New  York. 


Railroad  Iron. 

2  0nO  ""^^^  VI&ST  CLASS  WELSH  RAILWAY 
.  VF  vF  vf  IRON,  to  b«  made  to  any  ordinary  T  pattern 
required  by  the  buyers,  and  for  shipment  £rom  Newport,  Wal«a, 
in  Decemt>er,  January,  and  March  next,  apply  to  the  under- 
tigned,  for  many  yean  cooneeted  witb  the  largest  honse  in  the 
tnde.  JOHN  H.  AUSTIN  *  CO., 

Wt  i  J^frua  Oourt,  f  wslwnfc  stwt  tmium. 


To  Ldeomotlre  Engrlne  Buil- 
ders and  Engrlneers. 

THE  Proprietors  oflfer  for  rent  for  a  term  of 
yeat-s,  with  immediate  possession,  the  splendid 
jA-operty,  known  .as  the  BELLEVILLE  IBON 
AV0BK8,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  Biver,  with  which  it  is  connected  by  fine 
wharves  and  landingis. 

The  buiMings  are  of  brick,  with  slated  roofs, 
and  were  erected  id  3848  at  a  very  heavy  expense ; 
are  of  a  most  sobstantial  and  darable  character 
and  admirably  fitted  .for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
DOW  contain  a  new  and  powerful  En^ne  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,^  blacksmith's 
tools,  &c.,  &.e.,  to  employ  100  mechanics,  and 
could  be  put  in  working  opider  in  a  few  days.  Tb* 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orieans, 
Opelonsas  and  Great  Western  Bailroad  is  situated 
abont  800  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  <fC  Locomotives  and  Bailroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Bailroad  Machinery,  and  as  the  Bail- 
road Companies  now  organized  in  that  city  con- 
template the  couiitruotion  of  over  1000  miles  of 
road, — a  large  part  of  yvluch  is  already  under  con- 
tract,— the  property  now  oiffered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Besponsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Bailroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  Will  b« 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

B.  B.  SUMNEB, 
No.  61  Gamp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
York, 


Tons  Yorkshire  T   rail,  weighing  56 
lbs.   to  the  yard,  and  of  a  superior 
quality  daily  due  and  for  sale  by, 

NATLOB  (fc  CO. 
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Oxford  Fnrnace,  N.  J, 

ESTABLISHED  A.  D.  1743. 

THE  Subscriber  nianulactures  hnd  Iceeps  constant- 
ly on  hand  for  sale,  every  variety  and  size  of  Ball- 
road  Wheels  made  from  the  celebrated  Oxford  Iron. 
All  orders  addressed  to  CHAS.  SCRANTON,  Ox- 
ford Furnace  P.  O.,  will  be  attend«d  to  promptly. 
Sept.  11.  \BiZ        \r* 


Book  and  Job  Printing. 

The  undersigned  have  added  to  the  PRINT  INQ 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAd^»» 
an  extensive  OFFICE  for  BOOK  AND  JOJ9 
PRINTING,  which  they  are  now  prepared  tso 
execute  in  the  best  manner,  and  withoiafATCH. 
They  reapectftilly  solicit  from  BAILROAD  CtOM- 
PAiniES,  orders  for  the  Pkintino  of  ExkiHtUt 
THme-taiUi,  Circulars,  Tickets,  «^c.,  <f^. 

J.  H.  SCUULTZ  &  CO. 

Nns  Y»rk  April  9,  18M. 
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'The  Meckan ical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerab 
GoLBaRN. 
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Commercial  Poiloy  of  Pennsylvaiil»> 

The  recent  Message  of  the  Governor  of  Penn- 
sylvania contains  the  following  reference  to  the 
Erie  troubles. 

Recent  occurrences  at  the  City  of  Erie  evince 
an  intensity  of  feeling  among  the  people,  seldom 
equalli'd  ou  a  quosliou  of  this  kind,  indicating  not 
only  the  propriety,  but  necessity,  for  prompt  and 
decisive  legislaiive  action  as  to  the  rights  of  this 
company. 

It  must  be  clear  to  the  impartial  observer,  that 
the  Legislature  never  intended,  by  any  previous 
act,  to  authorize  the  construction  of  a  railr-oad 
between  the  City  of  Erie  and  the  Oiiio  Hue.  In- 
deed, the  highest  judicial  tribunal  in  the  State  has 
expressed  the  opinion  that  no  such  authority  can 
be  found  in  the  charter  of  the  Franklin  Canal  Co.; 
uid,  in  my  opinion,  the  grant  should  hereafter  he 
made  on  such  conditions  only,  as  will  protect  and 
advance  the  interest  of  the  people  of  Pennsylva- 
nia, so  far  as  they  may  be  involved  in  the  subject. 
It  so  happens  that  Pennsylvania  holds  the  key  to 
thii  important  link  of  connection  between  the  East 
•%d  the  West,  and  I  must  unhesitatingly  say,  that 
vthere  no  principle  of  amily  or  commerce  is  to  be 
•aiolaUd,  it  is  the  right  and  the  duly  of  the  State  to 
t^rn  her  natwral  advantages  to  the  promotion  of  the 
^'*'*i>s  and  welfare  of  h»r  awn  people. 


It  may  be  said  that  a  restriction  that  would  re- 
quire a  break  of  railroad  gauge  at  the  harbor  of 
Erie,  would  be  the  use  of  an  illiberal  principle 
The  answer  is,  that  the  necessity  for  a  break  of 
gauge  between  the  Ohio  line  and  the  seaboard  ex- 
ists, as  a  consequence  of  a  difference  in  the  width 
of  the  New  York  and  Ohio  Roads.  The  only 
question  to  settle,  therefore,  relates  to  the  point  at 
which  it  should  occur.  I  have  been  able  to  dis- 
cover no  reasons,  founded  in  public  policy,  why 
the  break  should  be  fixed  at  Buffalo,  that  do  not 
apply  with  equal  force  in  favor  of  Erie.  Tonnage 
and  passengers  can  be  as  well  transhipped  at  the 
latter,  as  at  the  former  city. 

So  far  as  concerns  the  benefits  to  either  city,  in- 
cident to  a  transhipment,  the  idea  is  unworthy  of 
notice.  Bid  the  effects  of  a  break  of  gauge,  and 
consequent  transhipment  east  of  Erie,  upon  th-e  bu- 
siness of  thai  harbor,  viust  be  paralysing,  if  not 
fatal.  It  would  virtually  require  shipments  to  be 
made  either  at  Cleveland  or  Buffiilo.  Scarcely  less 
embarrassing  would  this  arrangement  be  upon  the 
interests  of  the  Sunbury  and  Erie  Road,  or  any 
other  avenue  that  may  hereafter  connect  the  lakes 
with  the  City  of  Philadelphia. 

It  may  be  that  neighboriog  States,  possessing 
similar  natural  advantages,  would  give  them  a- 
way  for  our  benefit,  but  I  have  not  been  able  to 
discover  any  fact  in  their  former  policy,  to  justify 
such  a  conclusion.  I  shall  await  your  action  with 
anxiety. 

We  have  here  a  definite  statement  of  the  doc- 
trine held  by  the  state  of  Pennsylvania  in  refe- 
rence to  the  right  to  impose  restrictions  upon  rail- 
roads crossing  hor  territory.  Let  us  see  to  wiiat 
results  its  application  would  carry  us.  :-  ..■ 

The  Governor  says  that  Penasylvania,  holding 
the  key  to  the  commerce  of  the  country  between 
the  East  and  West,  has  an  unquestioned  right  "to 
turn  her  natural  advantages  to  the  proTnotinn  of  the 
views  and  welfare  of  her  own  people:* 

What  these  advantages  are,  he  explains  in   the 


Because  their  business  does  not  depend  upon  tho 
inconvenience  to  which  commerce  is  subjected  in 
passing  tlirough  their  limits.  Do  these  cities  be- 
lieve their  business  to  be  affected  because  ihefreight 
that  passes  through  them  now  breaks  bulk  at 
Eru :'  Certainly  not,  except  so  far  as  they  are 
interested  in  the  untaxed  movement  of  com- 
merce. 

But  suppose  midway  between  Cleveland  and 
Columbus,  the  railroad  track  broke  gauge  at  a 
paint  of  no  business  importance,  and  that  the  ne- 
cessary transhipment  gave  employment  to  a  po- 
pulation that  bad  no  other  means  of  support,  and 
whose  gains  were  measured  by  what  another 
portion  of  the  community  hs/.  In'such  case  it  ia 
easy  to  see  that  were  the  disjointed  tracka  made 
to  conform  their  gauges,  they  would,  in  th«  lan- 
guage of  Governor  Bigler,  prove  fatal  to  the  ba- 
sineas  of  such  place,  because  it  had  no  other. 

Precisely  in  the  same  manner,  is  the  business  u( 
Erie  to  be  ruined  by  a  uniform  gauge  through  tXat 
city,  the  gains  of  which  are  the  e.xact  measure  o(' 
the  l/)ss  that  the  public  suffers. 

"Pennsylvania  has  an  unquestioned  right,"  saji 
Governor  Bigler,  "'to  use  the  advantage*  of  her 
position  to  promote  the  interests  of  her  own 
people."  If  Pennsylvania  has  this  right,  every 
other  State  has  a  similar  right.  The  position  of 
Ohio  is  analogous  to  that  of  PennsylraDia;  Indiana 
to  that  of  Ohio,  and  Illiaois  to  that  of  Indiana. 
Suppose  a  train  of  cars  load  at  St.  Lonis  for  PhU** 
delphia,  to  run  over  the  uniform  gatige  which  is 
soon  to  exist  between  the  two  cities.  But  tho 
State  of  Illinois  says,  "  Wt  hold  the  key  to  tb« 
commerce  between  the  Mississippi  and  Philadel- 
phia, and  have  a  right  to  turn  our  position  to  oar 
own  advantage."   She  therefore  compel!  all  freight 


following  paragraph.     "The  effect  of  a  break  of  to  break  hulk,  tit  Springfeld ,  for  the  purpoae  of 


gauge  and  consequent  transhipment  east  of  Erie, 
upon  the  business  of  that  harbor,  must  be  paralyzing, 
if  nM  fatal." 

How  would  transhipment  east  of  Erie  be  fatal 
to  the  business  of  that  ci^y  1 

Suppose  a  train  of  cars  be  loaded  at  Cincinnati 
with  freight  designed  for  New  York.  This  train 
would  pass  through  the  fiourishing  cities  of  Co- 
lumbus andCleveland  without  breaking  ^uiir.Would 
this  fact  destroy  the  business  of  these  two  cities  1 
Bjoomeaoi,  m  «zp«rieBce  fUly  proves.    Whyl 


adding  to  the  business  of  that  city.  On  reaching 
the  Indiana  State  Line  the  train  is  met  with  a 
similar  demand.  Indiana  says,  "We  will  not  ob- 
lock  our  position  without  being  paid  for  it."  ▲ 
transfer  of  freight  from  car  to  car  has  again  to 
take  plac<i.  The  same  change  for  a  similar  object 
is  again  required  at  Indianapolis.  Ohio  meets  the 
advancing  train  with  the  same  doctrine,  and  com- 
pels another  break  at  her  boundary  ;  another  at 
Columbus  i  another  at  the  Ohio  River.  Another 
is  made  in  crossing  a  portion  of  Tirfinia.  But  b«- 


It 
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furc  ihe  la>it  poiut  is  leac'uutl,    lh«  increased  co-< 
chargeable   to  transhipment  and  delans,   exceed 
tb«  value  of  the  freight,   aud  comnicrco  betweei 
the  diftlrent  sections  of  the  country  is  de«troyed 
simply  by  tLc  burdens  imposed  upon  it.     Such  i 
the  necessary  result  of  Governor  Bigler's  doctrine 
Carried  out  to  it«  legitimate  conclusions  it  woul 
destroy  every  advatiUigo  our  political  system  ha 
secured,  and  would  convert  the  country,  in  a  ver\ 
few  years,  from  *  unit,  iuto  numerous  pttty  com- 
miusities,    .irrayed    in    an    attitule    of    hostility 
towards  each  other,  between  whom  no  useful  intei- 
course  could  exist,  which  would  soon  relapse  ink 
a  state  of  semi-barbarism,  consequent  upon  a  siat< 
of  constant  warfare. 

It  is  well  known  tbat  tUo  diflferont  Stales  coulfi 
not  have  been  forced  to  consolidate  themselv«-s  in 
to  one,  but  for  the  inconveniences  caused  by  th- 
restraints  imposed  by  each  upon  tho  trade  of  it$ 
neighbor,  a.ndtho  advantages  which  an  unrestrict- 
ed commerce  promised  to  secure.  The  articles  ol 
consolidation,  if  we  may  use  that  term,  prohibited 
the  several  States  from  levying  duties  upon  partie.»- 
or  property  of  other  States,  pa-ssing  through  theii 
territories.  The  rightlo  do  this  has  been  claimed, 
but  always  successfully  resisted.  It  is  again  to  be 
asserted  by  Pennsylvania,  though  iu  a  dififerent 
manner  from  any  previous  attempt.  But  the 
rights  claimrd|byhe;|ar(»  no  less  incompatible  with 
the  constitution,  are  fatal  to  commerce  between 
different  portions  of  the  country,  and  consequent- 
ly to  the  value  of  our  railroads,  which  havo  been 
constructed  for  tho  accommodation  of  this  com- 
marce. 

The  cheapness  of  transportation  in  the  United 
States  compared  with  the  high  cost  on  the  cooti- 
neut  of  Europe,  was  the  object  of  conversation  be- 
tween ourselves  and  a  party  of  intelligent  German 
l^entlemen  a  short  time  since.  The  vastly  greater 
cheapness  in  this  country  was  ascribed  to  the  en- 
tire absence  of  local  charges.  It  was  shown  that 
heavy  freight  could  be  taken  from  Chicago  to  New 
York,  a  distance  of  1500  miles,  for  some  five  or  six 
dollars  per  ton,  for  the  reason,  that  the  charges  were 
the  cost  of  transportation.  On  the  coutinent,  freight 
in4ias.sing  the  same  distance  is  subject  perhaps  to 
a  dozen  local  charges,  imposed  by  as  many  differ- 
ent States,  by  way  of  impost  or  license,  which  often 
•xoceds  three  or  four  times  the  actual  cost  of  car- 
riage. Now  Governor  Bigler'.i  doctrine  would 
convert  the  United,  into  hostile  SUites,  whose  high- 
est conception  of  tho  use  and  objects  of  political 
organization  wouUl  bo  to  prey  upon  each  other. 

We  have  always  felt  that  one  of  the  most  immi- 
nent dangers  that  threatened  tho  railroad  iutcrest 
of  the  country  was  precisely  the  claim  now  set  up 
by  Pennsylvania,  that  of  sacrificing  the  general 
good  to  local  interest.  Commerce  is  purely  cos- 
iiiopontan,  and  flourishes  just  in  proportiou  to  its 
freedom  of  movement.  As  before  stated,  tho 
leading  objejt  in  bringing  the  whole  country  un- 
der one  government  was  to  obliterate  Slate  lines 
as  far  iis  commerce  is  concerned.  This  result  in 
the  main  iias  been  achieved.  The  few  local  pro- 
tensions  that  havo  been  set  up,  have  gradually 
yieldc;d  to  the  general  convenience.  The  lines  of 
our  railroads  have  been  hxrated  rather  with  a 
view  to  the  commerce  of  the  whole  country  than  to 
that  of  a  liicaiity.  The  L  gislation  of  the  Stules 
has  been  in  harmony  with  a  general  plan.  It  is 
reserved  to  Pennsylvania  to  set  up  adiSerent  do«> 


tiine,  a  doctrine  svhich  we  have  seen,  if  carried 
)ut  to  its  legitimate  results,  would  prove  fatal, 
lot  only  to  the  internal  commerce,  but  to  the  val- 
ic  of  the  railroad  p  operty  of  the  whole  country. 
Against  such  a  doctrine  we  most  earnestly  protect, 
md  call  upon  all  parties  interested  in  railroads,  to 
join  with  us  in  this  protest. 

We  see  no  possible  advantage  to  bo  gained  by 
he  State  of  Pennsylvania  by  a  break  of  gauge  at 
Erie,  except  the  one  named,  and  which  involves 
an  equal  sacrifice  by  other  interests.  As  the 
Ohio  gauge  diff<  rs  from  that  of  Pennsylvania,  all 
merchandize  reaching  Erie  from  the  west,  and  de- 
-iigncd  for  Philadelphia,  must  break  bulk  at  that 
city.  Should  the  Ohio  gaugx  be  carried  to  Dun 
•cirk  and  Buffalo,  tho  fi-eight  designed  for  New 
York  will  have  to  break  bulk  at  these  points.  We 
do  not  see  tliat  any  thing  is  to  be  gained  by  Phil- 
adelphia by  having  a  complete  break  at  Erie,  or 
refusing  to  allow  Ohio  gauge  to  run  into  the  State 
of  New  York.  But  were  any  advantage  to  arise 
from  a  break  within  the  territory  of  Pennsylvania, 
this  advantage  is  soon  to  be  lost  by  the  proposed 
construction  of  other  lines,  preserving  an  uniform 
^auge  through  the  State.  The  Alleghany  Valley 
Railroad,  for  instance,  proposes,  in  connection  with 
other  lines,  to  carry  the  Erie,  or  six  feet  gauge 
through  the  State,  parallel  to  the  coui  se  of  the 
Lake  Shore  road.  Another  line  of  the  4  feet  8)4 
inch  gauge  is  also  to  be  formed  in  connection  with 
the  Hempfield,  Pennsylvania  Central,  and  the  line 
of  road  now  in  progress  from  Harrisburgli  to  Easton 
— on  the  Delaware.  This  last  line  will  open  a  di- 
rect route  from  New  York  to  Ohio  without  touch- 
ing Philadelphia,  and  bids  fair  to  become  the 
great  avenue  between  the  former  city  and  the 
west,  unless,  perchance,  the  Pennsylvanians  should 
repeat  their  Erie  doings,  and  destroy  the  road, 
which  we  are  by  no  means  sure  would  not  be  the 
case.  But  if  the  State  respects  the  rights  of  char- 
tered companies,  New  York  will  soon  have  two  un- 
interrupted lines  of  road  to  the  west,  which  will 
enable  her,  without  any  inconvenience,  to  dispense 
with  the  Lake  Shore  line. 

But  we  are  by  no  means  clear  that  Pennsylva- 
nia would  respect  the  charters  of  the  companies 
that  will  make  up  tho  proposed  New  York  lines, 
or  any  charters  of  roads  running  toward  other 
cities  than  Philadelphia,  the  privileges  of  these 
roads  may  be  incompatible  with  the  claims  put 
forth  by  Governor  Bigler.  So  long  as  this  doc- 
trine is  proclaimed  as  the  policy  of  tho  State,  we 
presume  that  no  capitalists  out  of  it  will  touch  the 
security  of  a  Pennsylvania  road.  We  do  not  see 
how  they  can  do  so  with  safety.  If  the  State  may 
Compel  a  break  at  Erie,  they  may  compel  others 
at  other  points. 

Suppose  the  Alleghany  Valley  Railroad  to  be 
built,  affording  an  uniform  gauge  from  the  city  of 
New  York  to  tho  Ohio  State  line,  and  that  freight 
seeking  a  market,  takes  this  route  to  that  city. 
Governor  Bigler,  speaking  for  the  State,  would 
say  "It  will  never  do  to  let  any  freight  pass  through 
our  territory  that  does  not  go  to  Philadelphia, 
our  position  alloys  us  to  control  this  matter."  A 
break  of  gauge  therefore  is  compelled,  to  stop  the 
continuity  of  the  current  toward  New  York.  If 
one  will  not  accomplish  the  object,  a  second,  and 
a  third,  are  required,  until  the  avenue  to  New 
York  becomes  so  clogged  as  to  be  impracticable. 
Bu«h  are  the  •ODditi«ix«  under  which  capitaliats 


must  purchase  Penusyivania  securities,  which  con- 
ditions when  enforced,  might  render  such  securi- 
ties worthless  in  a  day.  Who  will  trust  their 
money  to  such  contingencies,  and  who  will  en- 
courjjge  the  works  of  a  State,  the  polioy  of  which 
is  at  war  with  the  railroad  interest  of  the  wholo 
country. 

The  people  of  Pennsylvania  have  been  "  sowing 
the  wind.     They  may  reap  the  whirlwind.'" 

Proposed  Railroads  in  OeorslN. 

The  completion  of  the  Wilmington  and  Man- 
chester Railroad  is  about  giving  a  new  course  to 
the  travel  through  Georgia,  and  is  already  turning 
attention  to  the  construction  of  such  connections 
as  shall  furnish  the  most  direct  routes  between 
the  Eastern  and  the  Western  portions  of  the  State. 
The  Post  Office  department  is  about  transferring 
the  mail  from  the  Wilmington  steamers  to  the 
Wilmington  and  Manchester  Railroad,  .and  it  is 
anticipated  that  the  government  contract  with 
Brooks  and  Barden,  on  the  Charleston  and  Sa- 
vannah route,  will  be  soon  afterwards  terminated. 
The  mails  between  these  latter  cities,  will  conse- 
quently have  to  be  carried  around  by  way  of  ;ho 
South  Carolina,  Augusta  and  Waynesboro  and 
Georgia  Central  roads,  a  distance  in  all  of  287 
miles.  The  City  of  Charleston  and  citizens  of 
South  Carolina  are,  however,  endeavoring  to  build 
a  direct  road  between  the  two  cities,  and  have  ap- 
plied to  the  Legislature  of  Georgia  for  permission 
to  cross  the  Savannah  River  above  Savannah.  A 
charter  is  also  asked  for  a  road,  crossing  the  Sa- 
vannah River  at  Sister's  Ferry,  and  to  extend  to 
Branchvilleon  the  South  Carolina  Railroad, 

The  travel  accompanying  the  great  mail  will  at 
present  pass  over  the  Wilmington  and  Manchester 
road ;  thence  over  the  Columbia  Branch  Railroad 
to  Branchville ;  thence  over  the  South  Carolina 
road  to  Augusta,  tbenco  over  the  Augusta  and 
VYaynesboro  road  to  Millen,  the  point  of  intersection 
with  the  Georgia  Central  road,  and  tbwnce  to 
Savannah,  or  to  Macon  and  tho  South  West.  By 
this  connection  the  entire  length  of  the  Central 
Road  ft'ill  be  employed  by  the  through  travel, 
which  may  reach  Millen,  destined  either  for  Sa- 
vannah or  Alacon.  A  project  has  however  been 
started  to  construct  a  road  from  Macon  t:. rough 
Milledgeville  to  Warrenton,  by  which  the  Georgia 
road  will  have  the  South  Western  through  travel 
for  the  distance  from  Augusta  to  Camak  and  War- 
renton, 61  miles.  The  Georgia  Central  road,  hosv- 
ever,  who  have  already  aided  largely  in  the  con- 
struction of  the  Waynesboro  road,  propose  to  con- 
struct a  road  from  Millen  (the  intersection  of  their 
own  with  the  latter  road),  across  the  Savannah 
River  to  Branchville  on  the  South  Carolina  road. 

This  latter  road  would  be  of  much  value  to  Sa- 
vaonab  in  aiding  her  Central  road,  and  as  a  more 
direct  communication  with  Charleston  until  the 
completion  of  other  proposed  routes.  It  would 
a!so  benefit  Charleston  not  only  mutually  wUh 
Savannah,  but  give  her  a  more  direct  route  to  th* 
South  West  than  is  furnished  by  her  own  roftd 
through  Augusta. 

The  Central  Railroad  Company  have  been  ap* 
plied  to  by  many  of  the  towns  near  the  line  of 
their  road  for  aid  in  the  construction  of  branches 
and  independent  lines  for  the  accommodation  of 
the  agricultural  interests. 

The  peopU  of  lilootitello  ask  th*  Central  Con* 
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pauy  te  guarantee  to  them  7  per  cent,  on  the  cost 
of  a  road  from  Monticello  to  Eatonton — the 
people  of  Newton  and  Walton  counties  ask  for 
aid  to  build  a  road  from  Eatonton  by  Shady  Dale 
to  Covington — citizens  of  Butts  county  have  asked 
for  aid  to  build  a  road  to  connect  the  Indian 
Springs  with  the  Central  road.  The  people  of 
llancock  have  also  asked  for  aid  to  build  a  road 
from  Sparta  to  the  Central  Road  at  Davisboro  or 
Tennille.     v^v...:    -■    ;  / ;v?;-  . .  •.  o -. 

The  proposed  road  from  Eatonton  to  Monticello 
would  throw  an  increased  business  over  the  Mil- 
ledgeville  and  Eatonton  road,  and  would  ultimate- 
ly bcnotlt  the  Central  Company. 

The  short  remaining  distance  between  Monti- 
cello and  Covington,  the  latter  on  the  Georgia 
road,  could  not  fail  to  be  a  useful  connection 
between  the  two  great  roads  parallel,  and  without 
any  other  connection  for  nearly  two  hundred 
miles.  .   -.''■■■.  ■■  *  .'  '■   '  •' '  '  .-     ''  ;■■:■.    ■ 


H. — A  comparison  of  the  through  and  local  re-  factures  and  merchandize,  Ibrm  eighty  percent,  of. 


ceipts  from  passengers  and  freights, 

I. — The  numbtr  of  through  and  way  passen- 
gers, and  the  mileage  for  cacli  mouth  of  the  List 
year. 

J. — The  clivssification  of  the  tonnage,  and  re- 
ceipts therefor. 


the  freight   rcceii)t.s,    while    the    lunnage   of   the 
same  articles,   forms  fity-bcvon  per  cent,  of  tbo 


tonnage. 


11th.  That  the  freights  westward,  exceeded 
those  eastward,  (excluding  lumber,)  in  each  of  the 
months  of  the  last  year,  except  December,  Jan'ry, 


K. — The  proportions  of  the  different  kinds  of  and  February, lind  that  in  those  three  months,  the 
freight  shipped  from  and  received  at  the  principal  j  freights  eastwai-d,  excee<led  those  westward,  by 
stations.  j  thirty-two  thousand  ton.s,  of  which,  less  than  one- 

L. — The  quantity  of  lumber  sliipin-'d  from  the  ;  third  Was  made  ui)  of  lumber, 
principal  stations,  and  its  destination.  |      12th.    That  the  lumber  transported  eastward, 

The  earnings,  lor  the   years  ending  September   during  seven  muiiiLs  of  the  year,  nearly  equalized 


80,  1852  and  1653,  have  been  as  follows  : 

.     -.  From  Pasiwii- 

gers. 
For  the  year 
ending  Oct.l,  1852  S1,299,79G  51 
„  „     „    185;i      1,601,086  3J 


From  Freight 


1,809,40;;   19 
2,639,080  03 


Iteport  of  the  Director*  of  the  Ne«r  Tork 
and  Brie  llHilroaU  Company  to  tbe  Stock- 
tioldcrii> 

(Continued  from  Page  838.) 

The  first  road  on  the  New  York  Central  line,  was 
built  with  two  inclined  planes,  worked  by  station- 
ary engines,  a  thin  flat  rail,  laid  on  longitudinal 
tiiubers  of  southern  pine,  which  rested  on  stone 
blocks,  protected  from  displacemert  by  frost,  by 
deep  trenches  filled  with  broken  stone.  This 
mode  of  construction  was  subsequently  improved 
upon  by  the  substitution,  from  time  to  time,  of 
thick  flat  rails,  and  next,  of  those  of  the  present 
form,  changed  successively  from  thirty,  to  fif- 
ty, and  'to  sixty-five  pounds  weight,  per  lineal 
yard. 

The  stone  blocks  and  broken  stone  were  laid  a- 
siJe|;  atid  cross  ties,  laid  on  ballasting  were  sub- 
stituted. 

The  inclined  planes  at  Schenectady  and  Albany, 
were  abandoned ;  at  the  latter  place  a  new  line 
was  built,  which  was  worked  by  horse  power,  and 
subsequently  at  both  places,  new  lines  were  built 
on  grades,  adapted  to  the  use  of  locomotives. 

The  first  locomotives  built,  weighed  six  tons ; 
some  of  those  now  in  use  on  that  line,  weigh  25 
tons. 

The  New  Tork  and  Erie  Railroad,  was  com- 
menced at  a  later  date,  than  the  Central,  and  the 
greater  portion  of  it  was  built,  after  the  existing 
improved  plans  of  construction  were  generally  ad- 
opted. It  has  therefore  escaped  many  of  the  ex- 
tra expenses,  that  have  been  incurred  on  the  other 
great  lines. 

It  has,  however,  been  subjected  to  some  ex- 
penses of  this  character. 

On  toe  Eastern  Division,  the  iron  rails  originally 
laid  down,  were  found  too  light,  to  sustain  the 
large  engines  and  trains,  and  the  great  traffic  which 
has  passed  over  the  road. 

Many  of  the  bridges  were,  from  the  same  causes, 
found  too  weak,  and  experience  has  shown,  that 
the  use  of  longitudinal  sills,  on  this  part  of  tbe 
road,  was  an  inferior  mode  of  construction. 

On  the  Western  half  of  the  road,  a  large  ex- 
penditure was  made,  in  constructing  a  piled  road, 
and  with  grades  and  lines,  which  on  subsequent 
examinations,  were  abandoned  and  left  unused  and 
valueless. 

The  losses  to  the  Company  from  these  causes, 
may  be  estimated  roughly,  at  three  millions  of 
dollars,  the  amount  of  the  loan  received  from  the 
Sute. 


TI. — AN    ANALYSIS    OP   THE    PRESENT  BUSINESS. 

The  annexed  tables  show : 

F. — The  number  of  passengers,  and  the  receipts 
therefrom,  on  the  several  sectiOLS  of  the  road,  in 
periods  of  six  months,  for  the  years  ending  Octo- 
ber 1st,  186;i,  and  1863. 

J*- — 'I'he  tonnage  and  receipt*  for  freights,  in 
M*  aASM  vmmt,  juid^r  tits.WBa  p«riod. 


•y- 


vr" 


Increase $301 ,288  82 

«    V  From  other 

sources. 
For  the  year 
ending  Oct.  1,  1852  149.526  09 
„     „    1853  180,474  76 


070.276 


Total  earnings. 

3,318,725  79 
4,321,240  12 


Increase 30,948  67       1,002,514  33 

These   tables  exhibit  the  fillowiiig  general  re- 
sults, in  reference  to  the  bu.>.ines»  of  the  hist  year. 
1st.  That  while  the  whole  earnings,  exceed  those 

re- 
in- 


of  the  preceding  year  by  tliirty  per  cent,  the 
ceipts  from  freights,  form  two-thirds  of  that 
crease. 

2d.  That  the  local  business  from  passencers, 
has  increased,  by  one  i^er  cent,  more  than  the 
through,  and  that  the  through  business  from 
freight,  has  increased,  by  seven  per  cent,  more 
than  the  local. 

3d.  That  the  earnings  for  the  transportation 
of  fi eight,  exceed  those  for  passengers,  by  more 
than  one-half,  for  the  year,  and  about  one-third, 
for  th«  last  quarter  of  the  yeai . 

4ih.  That  the  receipts  from  the  through  busi- 
ness, form  about  one-third  of  the  whole  receipts, 
being  twenty-nine  per  cent,  from  passengers,  and 
thirty-seven  per  cent,  ft-om  freight. 

5th.  That  the  receipts  for  transportation, 
between  all  way  stations  and  the  termini  of  the 
road,  are  about  twenty-five  per  cent,  of  the  whole, 
for  both  passenger*  and  freight,  and  those  between 
the  way  stations  only,  are  forty-two  per  cent,  of 
the  whole,  being  forty-five  per  cent,  on  passengers, 
and  thirty-nine  per  cent,  on  freight. 

6th.  Th.it  nearly  one-half  of  the  freight  busi- 
ness was  received  at  the  New  York  office  ;  about 
five  per  cent,  at  the  offices  of  the  Eastern  Division ; 
three  per  cent,  on  the  Delaware ;  fifteen  per  cent' 
on  the  Susquehanna  ;  and  eight  per  cent,  at  the 
offices  on  the  Western  Division. 

7th.  That  nearly  one-half  of  the  increase  from 
freight  over  the  previous  year,  was  received  at  the 
New  York  office ;  nearly  one-fifth  at  Dunkirk ; 
twelve  per  cent,  on  the  Susquehanna,  and  eight 
per  cent,  of  the  increase  at  the  offices  on  the 
Western  Division ;  and  a  small  incre.ise  on  the 
Eastern,  and  none  on  the  Delaware  Divisien. 

8th.  That  nearly  one  third  of  the  passenger  bn- ' 
siness  for  the  last  year,  was  received  at  NewYork,  j 
and  one-fifih  at  Homellsville  and  Dunkirk.     The  i 
Eastern  Division  furnished  four  per  cent ;   the  De- 
laware six  per  cent;  the  Susquehanna  twenty  per 
cent  i   and  the  Western  Division  furnished  six  per 
cent,  of  the  whole  passenger  business,   excluding 
the  New  York  business  from  the  Eastern  division ; 
the  Ilornellsville  from  the  Susquelianna ;    and  the 
Dunkirk  business  from  the  Western  Division. 

9th.  That  nearly  one-fifth  of  the  whole  increase 
from  passengers,  over  the  previous  year,  was  re- 
ceived at  the  New  York  office ;  one-fourth  at  the 
Homellsville  and  Dunkirk  offices  ;  one-fiflh  from 
the  offices  on  the  Susquehanna  Division,  and  a 
small  increase  from  the  offices  on  the  other  divi- 
sions. 

10th.  That  the  receipts  for  the  transportation 
of  tb»  ptodwt,  of  animals,  vegetable  food,  manu- 


the  freights  in  l>oth  directions,  and  nearly  equalii- 
.  ed  the  lonnagc  of  freight  transported,  during  each 
i  month  of  tlie  year. 

13th.  That  during  each  of  eight  months  of  tbe 
:  year,  the  tonnage  w  as  nearly  equal,  being  from 
I  tifiy-two  to  sixty  thousand  tons  jK-r  month ,  the 
(eastwanl  loimage  beiiig  from  twenty -six  to  thirty- 
g4  j  five  thcu-sand  tons,  and  the  westward  from  twen- 
i  ty-two  to  twenty-six  thousand  tons. 
I  14tli.  That  the  tonnage,  during  the  remaining 
;  four  months,  ranged  from  thirty-seven  to  sixty- 
i  four  thousand  ions  {(cr  months  ;  the  eastward  ton- 
1  uage,  being  from  twenty-three  to  thirty-seven 
j  thousand,  and  the  westward,  from  twelve  to 
I  twenty -jeven  thousand  tons. 

The  above  analysis  shows : — 

First.  That  the  prosL-nt  business  of  the  road, 
could  not  be  materially  aff-'cted,  by  the  comi>eti- 
tion  of  any  existing  railroads,  and, 

Second.  That  the  preponderance  of  its  busi- 
ness, being  the  transiwrtation  of  freight,  and  the 
chief  part  of  that  being  derived  from  the  adjacent 
country,  in  the  event  of  any  check  in  the  present 
prosperous  condition  of  this  country,  the  regular 
increase  of  the  main  butiness  of  this  load, 
will  not  be  interrupted,  while  that  of  other 
lines,  which  dei»end  mainly  on  p;tssengv.-r 
travel,  will  l>r  materially  reduced ;  because, 
during  such  periods,  pleasure  travel  is 
mainly  suspended,  and  business  travel  is  much 
lessened,  whilst  a  contrary  eflect  is  produced  in 
the  freight  traffic,  the  producer  at  such  times,  ge- 
nerally sending  larger  amounts  to  market. 

The  last  Annual  Report  of  the  State  Engineer, 
contains  tables  showing  the  tonnage  and  value,  of 
all  tbe  articles  transported,  for  the  last  five  years 
on  tbe  Erie  Canal,  and  on  the  line  of  railroads, 
running  parallel  with  it. 

Those  tables  show,  that  one  class  of  articles, 
was,  during  that  time,  chiefly  carried  by  the 
Canal,  another  class,  chiefly  by  the  railroads,  and 
a  third  class,  was  carried  by  both. 

In  the  first  class  are  embraced,  lumber,  cereal 
products,  iron  and  salt. 

In  the  second  class,  animals  and  their  products 
vegetables,  manufactures  and  merchandise. 

Tbe  proportion  of  the  whole  tonnage  of  the 
Canal,  to  that  of  the  railroad,  was,  as  thirty-two  to 
one,  while  that  of  the  first  class,  was,  as  one 
hundred  and  eight  to  one ;  of  the  second  class, 
wa.s,  two  and  one-third  to  one,  and  of  the  third 
class;  was  sixteen  and  one-half  to  one.* 

The  value  jwr  ton,  of  the  same  articles,  which 
were  transported  on  the  canal  and  on  the  railroads, 
was  as  follows ; 


1st  class  on  the  Canal,  $18  06  i)er  too 
»        ..      219  86    „     „ 
>•      -  ji         91  32     „ 
„  Railroad,  36  26 
„      248  60 
»        ..      196  61     „     .. 
The   average   value,   of  all   the  articles  trans- 
ported on  the  Canals,   for  the  four  years  named 
was  S48  68  per  ton,  and  of  those  transported  oa 
the  railroad  for  the  same  period,  was  S227  41. 

The  Report  sUtes,  "Thus  the  conclusions  are 
arrived  at,  that  those  products  and  articles  which 


2d 

3d 

1st 

2a 

8d 

average 

*  This  statement  does  not  cOnvey  an  accurate 
perception  of  the  relative  tonnage  carried  by  the 
Canal  and  Railroad,  because  the  average  distance 
which  the  Canal  tonnage  was  moved,  was  more 
than  two  hundred  miles,  while  that  of  the  railrc«i 
WAS  less  than  seventy  milea.        -  -,-.*- 
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xre  more  profitably  traasportod  over  the  railroads,  I  Urgent  soliciUtions  have  Iwwn  mado,  by  the 
(thd  £iew  York  Cc-Qtral  Line)  codd  not,  la  mosi  lumber  manaracturerd,  to  have  that  which  is  now 
instances,  be  uiovud  on  the  canal,  without  serious 'on  land,  t»-an8ported  to  maikct,  and  to  provide 
luss  to  the  owQ.r,  and  thai  the  diversion  of  this  for  '.he  regular  (•onvcy.nce  of  that  which  is  an- 
Lnsinese,  from  our  navigable  channcld,  has  served   'iiiaily  m.mufairtureil. 

to  angment  the  iegitiniate  business  of  the  Erie  All  of  the  motive  i-o  or  .' the  read,  has  been 
C:inal.  '  '  calbd  into  the  most  active  requisition,  during  the 

These  tablM  show  tho  cfToct  of  a  caaal,  ranuing  present  fall,  to  transport  those  freights,  w^ich  are 
parallel   to  a  railroad,  in  distributlug  the  appro- '  more  remunerative  than  lumber. 
priate  busia>  ss  on  each.  '      As  soon   as   the  additional  locomotives  which 

The  Sevf  Yorf  and  Erie  Railroad,  is  intersected  !  are  now  being  built,  are  furnished,  it  is  intandsd 
In  four  places  by  caoaU— the  i;cUware  and  Hud- ;  to  establish  trains,  for  the  more  uniform  trans- 
•  >a,  which  runs  paralk-1  to  it  for  twcDiy-two  niilc-s ;  '<  ^xtrtation  of  lumber. 

the  Chenango  Canal;  ih-'  Chemung  Canal  and  Tho  taritl' for  lumber  ♦  was  iucreased  on  the  first 
feeder,  which  runs  parallel  fur  twenty-four  mile.s,  |  of  September,  ten  per  cent  on  that  shipped  to  the 


(including  twelve  miles  of  the  Junction  Canal, 
nearly  completed)  and  the  Genesee  Valley  Canal, 
which,  when  completed,  will  run  parallol  for  four- 
teen miles. 

The  comparative  distance  to  the  City  of  New 
York,  by  the  railroad,  and  each  of  these  canals,  is 
as  follows  : — From  Delaware  by  railroad  eighty- 
nin«  miles  ;  by  canal  one  hu'idred  and  sixty-two 
miles.  From  Binghamvon,  by  railroad,  two  himd- 
red  and  hf'eanmiies,  by  canui,  ihroe  hundred  and 
flfty>sjw:u  miles ;  from  Elniira,  by  railroad,  two 
hundred  and  seveniy-four  miles;  by  canal  four 
buudreji    and    hf.y-nine    miles.      From    Cornms 


Hudson,  and  fifteen  per  cent,  on  that  delivered  at 
nay  stations.  Arrangements  have  been  made  for 
weighing  it,  after  being  loaded  on  the  cars,  to 
prevent  the  errors  of  estimating  partially  seasoned 
lumber. 

The  quantity  of  coal  carried  during  the  list 
year,  was  about  sLxty-flve  thousand  tons,  moved 
an  average  distance  of  thirty-one  miles.  The  re- 
ceipts therefrom  were  3*^,642  46,  which  is  equal 
to  one  and  three-tenth  cents  per  ton  per  mile ;  the 
shippers  furnishing  cars,  and  lotding  and  unload- 
ini;-. 

Coal  can  be  conveyed  cheaply  over  the   light 


by  railroad,  two  hundred  and  ninety -one  niile.4;  j  grades  of  the  Susquehamia  Division,  and  by  means 

of  the  railroads  and  canals  branching  therefrom, 
it  can  be  distributed  to  the  consumers,  in  the  in- 
terior of  the  8tate.  Coal  is  now  successfully  used 
in  the  manufacture  of  salt  at  Syracuse,  and  it  may 
bo  reasonably  anticipated,  that  the  railroads  will 
be  called  upon,    to  deliver  coniiiderabld  quantities 

lines 


by  canal,  four  hundred  and  sixty-nine  miles 
From  Cuba,  by  railroad,  three  hundred  and  eighty- 
three  miles ;  by  canal  (when  completed j  live  hund- 
red and  nine  miles. 

The  circuitous  route^^  which  these  cauals  follow, 
an  i  the  increased   time  occupied  in  transit,   pre- 
vented them  from  becoming  competitors,  for  such  t  for  use,   at  the  Siilt  worL««,  when  the  water 
articles   of  freight,  as  are  tlcsirable  tor  transport  |  are  closed, 
on  this  road,   wliile  they  provide  a  cheap  mode  of| 
oouveyance,  for  the  heavy  products  of  the  country,  | 
which  have  too  smail  value,   tu  pay  for  railroad ! 
transportation.  j 

Tho  etl^ct  of  these  canals  is  therefore  more  par- 1 
ticular'.y  beuehcial  to  the  railroad,  than  where 
they  run  contiguous  and  parallel  to  it,  as  in  tho 
case  on  tho  New  York  Central.  The  annexed 
tables  (T)  show  the  amount  of  tonnage  of  each 
article  ship])ed  by  the  State  Catial-t,  where  they 
»e  iutorsettjd  by  or  are  contiguous  to  the  New 
York  and  Erie  Railroad,  and  also  the  tolls  paid 
tliereou. 


THE    LUMBKR    TKAOi:. 

The  quantity  of  lumber  transported  during  the 
year  is  one  hundred  and  thirty  thousand  tons,  or 
nearly  one  hundred  millions  of  feet  board 
measure,  transported  an  average  distance  of  two 
hundred  and  twonty-flve  miles.  The  receipts 
therefrom  have  been  during  the  last  fiscal  year 
S3S3,b3i,  which  is  equal  to  one  and  one-third 
cents  per  ton,  per  mile.  At  the  September  rate 
of  charges  of  transporting  lumber,  the  receipts 
during  tho  year  would  have  bceu  iii519,47-. 

The  pre!scnt  ratii  oi  freight  average  over  one 
and  four-tif(bs  cents  per  ton,  per  mile. 

The   lumber  formed    twenty  per  cent,   of  the 


VII. — A  COMPARISON  or  THK  BUSINESS  OO.N't,  AND 
OK  THK  ttECKIl'TS  AND  KXPE.VSKS  Or  THK  LAST, 
WITH    TUOSK    OK    KOR.MKR    YEAR.**. 

The  annexed  table.s  exliibit : 

M. — The  earnings  from  each  source,  for  each 
month  of  the  year,  ending  September  30th, 
1853. 

N. — The  expenses  of  transportation  in  detail, 
for  each  mouth,  of  the  same  period. 

0. — Tho  expense  in  detail,  per  mile  run  by  the 
trains,  and  also  per  ton,  and  per  passenger,  per 
mile  carried. 

P. — The  miles  run  each  month,  by  each  class 
of  trains. 

They  show. 

1st.  That  the  receipts  from  passengers  were 
twenty-two  per  cent.,  and  from  freight  thiity-four 
per  cent,  greater  the  last  year,  than  the  year  pre- 
vious, and  that  these  increased  i>er  ce^ages,  were 
made  up  in  the  first  quarter,  by  fourteen  per 
cent,  on  passengers,  and  forty-soven  per  cent,  on 
freight ;  in  the  second  quarter,  by  forty-three  per 
cent,  on  passengers,  and  thirty-four  per  cent,  on 
freight;  in  the  third  quarter,  by  twenty-one  per 
cent,  on  pjissengers,  and  the  same  on  freijjht ;  and 
in   the   fourth   quarter,  by  nineteen  per  lent.   on 


whole  tonnage,  thirty  per  cent,  of  the  tons  carried  i  passengers,  and  thirty-nine  per  cent,  on  freight, 
ono  joilo,  and  sixteen  i>er  cent,  of  the  whole  re- 1      2d.  That  the  number  of  passengers  carried   in 
ceipts  from  freight.  j  1853,  was  one-third  greater  than  in    1852.     That 

Moro  than  one  h  df  of  tho  whi>le  quantity,  was  1  the  mileage  of  the  trains,  wjis  twenty-eight  per 
tratiSi>orted  to  tide  water,  and  the  baJance,  i  cent  greater,  and  that  of  tho  pas-sengers  twenty- 
Chiefly  to  the  points  of  intersection  with  the  State!  one  per  cent,  greater. 

Canals.  j      3d.  That  the  tonnage  of  freight  carried,   was 

'    Tho  Genesee  Valley, ship.^  forty  per  cent,  of  the!  forty  per  cent,  greater,  tho  mileage  of  the  trains 
lumber,   and  the  Sus<iuehann;«,  nearly  the   same  eleven  per  cent,  more,  and  that  of  tho  freight  five 
amount.     The  Alicijhany  shit-i  twelve  p«-r  cent.,  j  per  cent,  greater  for  tJio  last,  than  for  the  previous 
and  the  Delaware  live  per  cent,  of  the  whole  quan-  j  year, 
tity.  :      4th.  That     t!io   ex|»enses    were   thirty-six   per 

The  quantity  of  lumber  no>v  on  hand,  r«ady  for  j  cent ,   and    the    earnings    twenty-nine   per  cent. 
•hii>ment,   is  over  fifty  millions  of  feet,   of  which,  greater,  than  tho.se  of  the  previous  year, 
forty  million?,  is  stasouod,   aijd  iLo  same  quantity  |      5th.  That   the  expenses,  wore  two   and    two 
Ij  desiiue.l  fir  the  Hudson  E  vcr.  i  tenths  percent,  greater,  for  the  last,  than  those  of 

It  b   estimated,    that  then-  wou'.d   be  shipped,'  the  previous  year. 

rooru  than  t>vo  hunlred  lulllio.is  of  foot  auniially,|  _______ 

for  tho  iifxt  iiv.i » r  ten  y.ar.^,   if  sulUcient  means:      *  White  pine,  green,  weigiis  4600  lbs.  per  M.  ft. 
•bould  bo  piovidud,  for  transporting  it.  j  bd.  meas.     S-'asonod  2500  lbs. 

Of  this  quantity,   oa»-half  would  be  furnished  |      Hem'.ock  timber,  green,  weighs  4000  lbs.  per  M. 
from  the  Qcaaaec,  and  one-third  from  tiie  Susque- '  ft.  bd.  mex^.     Soawmed  3500  lbs. 
ItMUia  Valley.  :  j     Norway,   green,  weighs  seasoned  8200  Itw. 


6th.  That  the  expense,  per  milo  run  by  the 
trains,  was  ten  and  ono-tentb  cents  greater,  and 
the  expense  per  ton,  or  per  passenger  ca-rled  one 
mile,  was  two-hundrcdths  of  a  cout  greater,  than 
thu-  of  the  previous  yeai-. 

These  tables  further  show,  that  the  expense  of 
operatioE  the  road,  iuclnding  that  of  re[)airing  the 
rolling  stock  and  road-way,  was  fifiytwo  and 
four-tenths  per  cent,  of  the  receipts  for  tho  whole 
year:  fifty-one  and  five-tenths  per  cent,  for  the 
first  quarter,  sixty-seven  and  two-tenths  per  cent 
for  the  second,  fifty-eight  and  seven-tenths  per 
cent,  for  the  third,  and  forty-five  and  four- tenths 
per  cent,  for  the  last  quarter  of  tho  year. 

That  the  expenses  for  repairs  of  the  track,  etc., 
wero  three  and  eight-tenths  cents  per  mile  run  by 
the  trains;  and  for  operating  the  road  six  and 
eight-tenths  cents  more,  during  the  last  than  the 
previous  year.  The  cost  per  mile  run,  for  repairs 
of  engines,  was  five-tenths  of  a  cent  less. 

That  the  chief  part  of  the  exce.ss,  in  the  repairs 
of  the  engines,  cars,  etc.,  (per  milo  run.)  was  In 
the  expense  of  repairs  of  tho  freight  engines  and 
cars. 

That  tho  greatest  exoess  in  the  cost  of  oii»tkI- 
ing,  per  mile  run,  was  in  tiie  expenses  of  the 
freight  trains. 

That  the  chief  part  of  the  excess  in  the  average 
expense  of  transporting  a  passenger,  or  a  ton  of 
freight,  one  mile,  was  in  the  item  of  repairs  of  the 
track. 

That  the  expenses  of  operating  the  road,  per 
mile  run  by  the  trains,  during  each  month  of  the 
year,  were  greatest  in  the  months  of  December. 
January,  June  and  July  consecutively,  and  that 
theexcessoftheez't)endlture8,  during  these  months, 
was  in  the  pay  of  oliice  clerks .  and  employees  on 
the  road ;  and  in  the  repairs  of  tho  track,  etc.,  in 
the  summer  months. 

It  thus  appears — 

That  the  business  has  increased  nearly  thirty 
per  cent.,  tho  increase  being  greater  in  freight' 
than  in  passengers. 

That  the  passenger  and  freight  trains,  and  the 
mileage  of  passengers  and  freight,  have  been  great- 
er for  the  last  than  the  previous  year. 

That  the  cost  of  transportation  has  been  reduc- 
ed, during  the  latter  part  of  the  y  ar,  though  for 
the  whole  year  it  does  not  show  any  material  dif- 
ference from  the  previous  one ;  and  that  a  much 
larger  sum  has  been  expended  in  the  repairs  of 
the  track  and  machinery,  from  \\hich  it  would  be 
inferred,  (as  is  the  fact,)  that  the  road  and  equip- 
ment is  in  better  condition  than  it  was  at  the  end 
of  the  previous  year. 

COMPARISON  OF  |tHB  COST,  REVEXUK,*  AND  EXPEN- 
SES, OK  THE  NEW  YORK  AND  TKIP.  WITH  OTHE* 
ROADS. 

The  annexed  tables  give — 

Q. — The  cost,  revenue,  expenses,  and  huslnesa 
done,  on  the  New  York  and  Erie,  and  the  New- 
York  Central  line,  (including  the  Hudson  Blver 
Railroad,)  from  Buffalo  to  New  York,  for  the  year 
ending  September  SOth,  1862. 

K. — The  cost  in  detail,  per  mile  run  by  the 
trains,  on  the  same  roads.  .  i  -,_   . 

These  tables  show — 

That  the  whole  length  and  expenditure  on  the 
Erie  and  the  Central,  (including  the  Hudson  Elver,) 
were  nearly  the  same. 

That  the  cost  of  the  road  and  equipment  of  the 
Erie,  has  been  about  five  thousand  dollars,  per 
mile  of  single  track,  mors  than  the  Central. 

That  the  number  of  passengers  carried  one  mile 
on  the  Central,  was  more  than  twice  the  number 
carried  one  mile  oa  the  Erie ;  and  that  the  toouago 
of  freight  carried  one  mile  on  the  Erie,  was  De<arly 
twice  the  tonnage  carried  ono  mile  on  the  Cen- 
tral. 

That  the  receipts  of  tho  Central  exceeded  tbose 
of  the  Erie,  thirty  per  cant,  and  tho  ezpeases 
twenty-one  i»er  cent. 

That  the  cost  per  mile  run  by  the  passenger 
trains,  on  the  Central,  exceeded  that  on  the  Erie 
seventeen  per  c«nt ;  and  that  the  cost  per  mile  run 
by  tho  freight  trains  on  the  Erie,  exceeded  tlut 
«f  tlw  Oentral,  nine  per  ceot. :  a  larger  namb«r  ot 
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passengers  and  a  less  amount  of  freight  being  car- 
ried in  the  trains  on  the  Central,  than  in  those  on 
tii«  Erie. 

That  the  cost  per  mile  of  the  Eric,  compares  fa- 
vorably with  the  cost  of  the  New  England  roads, 
and  of  the  Baltimore  and  Ohio  road. 

That  the  cost  of  operating,  per  mile  run  by  the 
trains,  is  less  than  that  of  m-arly  all  the  New  Eag 
land  roads  quoted,  and  is  generally  less  for  fuel, 
and  more  for  repairs  of  machinery. 

That  the  expenses, ^form  a  larger  per  centajje  of 
the  earnings  of  tlie  Erie,  than  on  most  of  the  joads 
quoted,  and  also  that  the  earnings  per  mile  of  road 
are  less  on  the  Erie  than  on  the  minority  of  the 
other  roads ;  but,  that  the  increased  business  of 
the  last  y»'ar  on  the  Erie,  has  made  its  earnings 
per  mile,  nearly  equal  to  those  of  any  other,  and 
that  the  diminished  expenses  of  transportation, 
daring  the  last  half  year,  and  the  increased  tarifl 
of  charges,  furnish  a  guaranty,  that  hereafter,  the 
per  centage  of  the  expenses,  to  the  earnings,  will 
compare  favorably  with  that  of  any  road,  the  cir- 
cnmstances  of  which  arc  similar. 


VIII. THE    PRESENT     ORGANIZATION    AND      MANA»>E- 

MENT. 

The  Board  of  Directors  have  stated  meetings,  on 
the  third  Wednesday  of  each  month,  and  at  other 
times,  when  called  together,  for  the  transaction  of 
sjMfcial  business. 

The  President  and  the  Executive  Committee, 
perform  all  the  legislative  business,  during  the  re- 
cess of  the  Board  of  Directors,  and  report  their 
proceedings  at  the  stated  meetings. 

The  Prtsident  is  the  chief  executive  officer,  and 
all  of  the  operations  of  the  work  are  performed 
under  his  immediate  direction. 

The  Chief  Engineer  has  charge  of  the  construc- 
tion of  new  work,  and  is  aided  by  two  superintend 
iug  Engineers,  and  a  number  of  assistants ;  one  of 
these    Superintending  Engineers,   however,   a'so 
performs  the  duties  of  Division  Superintendent. 

Tho  work  of  construction  is  so  nearly  complet- 
ed, that  the  Engineer  department  will  soon  be  dis- 
banded. 

The  tran.sportation  department  is  placed  under 
one  General  S'lperintendent,  an  Assistant  Super- 
intendent, live  Division  Superintendents,  one  Gen- 
eral Freight  and  one  General  Ticket  Agent. 

Th«re  is  tlso  a  Treasurer,  a  Secretary,  an  Audi- 
tor, a  General  Land  Agent,  a  Store-keeper,  a 
Book-keeper,  and  a  Chief  Clerk. 

The  f  nancial  embarrassment,  under  which  the 
enterprise  has  been  pro.secuted,  and  the  great  im- 
porunce  of  the  work  of  construction,  and  the  at- 
tention which  was  bestowed  thereon,  during  its 
progix'ss,  have  necessarily  embarrassed  the  man- 
agement of  the  running  of  the  road,  the  latter  hav- 
ing been  treated  as  ef  secondary  importance,  while 
the  former  was  under  way. 

The  former  may  now  be  regarded  as  substantial- 
ly completed,  and  the  work  is  relieved,  not  only  raen,  of  fuel,  oil,  etc 
from  the   cost  of  the  employment  of  two  sets  of  I  l>y  the  engines,  the 


These  eflbrts  were  necessarily  attended  with  in- 
creased expenses,  while  the  resulting  benefits  were 
tardily  received. 

They  have,  however,  now  placed  it  in  such  a 
favorable  light  before  the  public,  that  many  of 
these  expenses  have  become  unnecessary. 

Two  subjects  have  engaged  the  particular  atten- 
tion of  the  Direalors  during  the  past  summer — the 
reduction  of  the  expenses  of  operating  the  road, 
and  the  increase  of  Its  receipts. 

It  was  deemed  that  the  first  of  these  could  be 
effected  by  the  establishment  of  a  system,  by 
which  the  managers  could  ascertain  the  value  re- 
ceived for  all  the  expenditures  made ;  by  exacting 
a  rigid  accountability  therefor,  and  by  imposiog  a 
check  on  improvidence,  in  the  requirement  of 
estimates  in  advance  for  all  proposed  expendi- 
tures. 

The  value  received  can  be  ascertained,  by  com- 
parisons of  the  expenses  of  the  various  operations 
with  those  of  other  similar  roads,  and  with  the 
>everal  divisions  of  the  road  itself;  and  the  expen- 
ses of  the  diffv^rent  conductors,  enginemen,  etc., 
with  each  other. 

Such  comparisons  would  naturally  lead  to  an  ex- 
amination of  any  increased  cost,  in  any  particular 
ofieration,  ui>on  any  division  of  the  road,  or  on  the 
part  of  any  operative;  and  the  cause  being  known, 
the  remedy  is  ea.«sily  applied.  The  effect  of  such 
investigation*,  is  to  incite  the  officers  and  subor- 
dinates to  greater  watchfulness  and  economy,  to 
obtain  from  them  suggestive  remedies,  aud  to  cre- 
ate an  emulation,  among  those  of  the  same  class, 
to  so  conduct  the  aSairs  entrusted  to  their  charge, 
as  to  secure  the  approbation  of  their  superior  olfi- 
cers,  who,  they  know,  have    the   means  of  det«'r- 


offloers,  but  also  from  thiir  frequent  conflicting 
operations,  which  necessarily  reUrded  and  em- 
barrassed each  other,  And  enhanced  the  cost  of 
both. 

In  the  eariy  opening  of  the  road,  as  one  of  the 
great  thoroughfares  bv.tween  the  east  and  west,  it 
was  necessary  to  make  it  known  to  the  travelling 
and  trading  public.  Its  great  rival  had  long  been 
known  as  the  only  through  route— first  as  the  In- 
di;ui  path,  afterwards  as  the  main  8t«ge  route.  To 
these  succeeded  the  Increased  comfoit  and^e.ise  of 
Canal  Packet  boats,  and  tinally,  the  first  great  line 
of  railroads.  During  the  latter  of  these  periods, 
the  increasing  Bpeeil,eomlbit,  and  economy  of  the 
steamers  on  ihc  Hudson,  formed  no  inconsidera- 
ble inducement  to  the  traveller  lakin?  the  Central 
route. 

Under  these  circumstances,  it  became  indispon- 
■able  for  the  New  York  and  Erie  R.tihoad  Compa- 
ny, to  use  the   greatest  exeruons    to    mak«    their 


mining  with  accuracy  their  reiativc  merits. 

By  re'iuiring  estimates  in  advance  of  the  pro- 
posed expenditures,  the  heads  of  departments  are 
compellt  d  to  exercise  their  discretion,  in  authori- 
zing every  expenditure,  and  this  they  do,  ^vith 
the  knowledge,  that  this  discretion  will  also  pass 
under  the  review  of,  and  b*>  commented  upon,  by 
their  superiors,  and  that  the  estimates  will  be  com- 
pared with  the  actual  cost. 

To  carry  out  the  above  views,  the  Executive 
Committee,  in  August  last,  passed  the  following 
resolutions : — 

"  The  Chief  Engineer  must  present  to  the  Presi- 
dent, quai  terly,  tho  expense  of  coastmcting,  main- 
taining, and  Oi>crating  the  road,  as  compared  with 
other  similar  roads. 

"  The  Superintendent  must  present  to  the  Pres- 
ident, monthly,  the  comparative  expense  of  main- 
taining and  operating  each  division  of  tho  road, 
and  for  each  cla.s8  of  service,  and  the  same  in  d«  - 
tall  quarterly. 

The    Division    Superintendent*    must    report 

monthly,   through    the    Superintendent,    to    the 

President,  the  comparative  expense  of  running  the 

different  trains,  by  different  conductor*  and  engine- 

Also,  the  service  |)erformod 

actual  runnmg  and   loss  of 


time,  and  the  cost  of  repairs  thereon. 

"  The  Auditor  must  report  monthly,  to  the 
President,  the  amount  of  th«  estimates,  of  the  pro- 
posed expenditures,  by  the  different  officers,  and 
also  a  statement,  showing  the  estimates  for,  and 
the  actual  expenditure.-*  made,  during  each 
month. 

"  The  Chief  Clerk  mnst  report  monthly,  to  the 


President,  the  amount  of  receipts  from  the  differ-  Leach  of  the  otlier  divisions  of  the  Road,  besidea 


route  favorably  known  at  tho  west,  to  overcome 

?on.fopr.y '*.'*'  oflfer  superior  inducements,  in ^ ._   „„».„    .^.   «,u.cu,  .ua.  .ue   resuiui , 

conirort,  promptness,  and  cheapness  of  trausportar  I  next  ye.ir's  operation  will  be  gratifvine  t 

*'**'^  stockholders.  *       '^ 


ent  sources,  and  quarterly,  the  amount  of  receipta 
fiom  each  important  station,  of  each  service." 

The  personal  inspection  of  the  work,  by  the 
members  of  the  Board,  and  the  close  investiga- 
tions which  they  have  instituted,  have  enabled 
them  to  reduce  the  current  expenses,  without,  (as 
they  believe,)  lessening  the  efficiency  of  the  works. 
They  are  happy  to  add,  that  they  have  generally 
f  lund  a  cheerful  acquiescence  and  earnest  support 
in  carrying  out  these  views,  on  tha  part  of  the  offi- 
cers and  the  subordinates  of  the  Company. 

So  much  has  already  been  accomplished,  that 
the   Board   feel   assured,  that   the  resnlu  of  the 
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T«l£     TtLEGRAPH. 

As  ftaii  been  previously  stated,  the  Company  has 
in  operation  four  hundr«id  and  ninety -seven  milt-s 
of  Telegraph,  used  exclusively  for  its  own  busi- 
ness, and  Hfty-two  offices,  and  has  sixty-five  ope- 
rators employed. 

No  expenditure  which  has  been  made  on  thk 
work  has  proved  more  profitable  than  that  made 
for  this  purpose.  It  has  added  to  the  safety  of  the 
passengers,  and  has  given  a  feeling  of  security,  to 
the  managers  and  operatives  of  the  road,  against 
a  large  class  of  accidents,  to  which,  without  it,  thev 
are  peculiarly  exposed. 

When  accidents  do  occur,  infonuation  is  com< 
municated  Immediately  fVom  the  nearest  station, 
and  assisting  engines,  cars  and  men,  are  dispatch- 
ed with  the  greatest  promptness:  thus  saving  in 
every  instance  the  loss  of  considerable  time  and 
expense,  besides  the  advantage  of  comrounicatioiC 
the  intelligence  to  ail  approaching  trains,  and 
avoiding  the  inrther  damage,  which  has  proved  so 
disastrous  on  some  other  Koads. 

By  the  rules  of  all  well  managed  Railroads, 
freight  traius  are  required  to  lie  by,  when  they  ap- 
proach the  stated  time  for  the  passage  of  pas.>eu- 
ger  trains,  and  in  like  manner  all  the  trains  mov- 
ing in  one  direction,  on  a  single  track,  are  required 
to  lie  by  for  the  trains  from  the  opposite  direction. 
Daring  particular  seasons  of  the  year,  on  certain 
days  of  the  week,  and  on  special  occasions,  some 
of  the  trains  are  so  heavily  laden  on  every  road, 
that  they  cannot  make  the  regular  time  between 
stations.  In  these  cases,  without  the  use  of  the 
T»^legraph,  all  otijer  trains  moving  on  the  road 
would  be  correspondingly  delayed.  By  means  of 
the  Telegraph,  however,  the  chief  part  of  the  de- 
lay in  the  other  trains  is  obviated,  as  they  can, 
with  jK-rfect  certainly  and  safety,  be  moved  for- 
ward to  advanced  stations  for  p.»ssiog,  and  thtis 
save  the  expense  and  i.iconvenience  of  tedious 
delays. 

By  means  of  the  Telep-apb.  the  Superintendent, 
at  whatever  station  he  may  happen  to  be  for  the 
time,  is  able  to  place  himself  in  direct  commnni- 
calion  with  everj'  other  station  on  his  line, learn  the 
position  of  every  tra'n,  and  direct  the  movemeof 
of  each,  with  greater  percision  and  safity  th.Hn 
could  be  done  by  any  of  the  regulations  which 
have  been  established  on  other  roads. 

Such  regulations,  however,  are  always  observed 
with  the  same  care  on  this,  as  on  other  roads,  and 
the  Telegiaph  is  only  permitted  to  be  used  for  this 
purpose,  when  the  trains  have  become  deranged, 
and  then  only  by  one  person,  on  each  Division, 
specially  authorized  to  perform  this  duty. 

In  the  transmission  of  all  im[>oriant  orders  bj 
Telegraph,  there  is  a  sfjindine  regulation,  which 
requires  that  the  person  to  whom  The  order  is  sent, 
should  telegraph  back  the  precise  temi-*  of  the 
order,  as  it  was  received  by  him,  and  thus  one  of 
tho  causes  of  error  is  obviated. 
There  are  many  other  incidental  advantages,  aris- 
ing from  the  nse  of  the  Telegraph,  which  are  so 
obvioux,  that  it  is  uunfcessaiy  to  mention  them. 
There  are  run  daily,  each  way,  over  tlie  road,  three 
Express,  and  one  Mail  Pa."<senper  Traius,  aud  a 
Way  Pas.<enger  Train,  on  the  Eastern,  and  another 
on  the  Susquehanna  Divisions,  aud  eight  Passen- 
ger Trains,  from  Jersey  City  to  Pater>on. 

There  are  al-,o  run  daily,  each   way,  four  rcgn-   " 
lar  Freight  Trains,  on   the   Eastern,  and  two  on 


Extra  Traius,  which  a.e  run  daily,  in  the  time  of 
the  regular  Trains. 

The  Jrelative  capacity  of  the  different  sectioos 
of  the  road,  will  be  practically  understood,  by  a 
s.atement  of  the  sixe  of  the  loaded  freight  trains, 
as  they  are  made  up  on  the  different  divisiutiS. — 
The  same  Engine  will  haul,  with  the  same  case, 
sixteen  cars  on  the  Western  Divi^iou,  forty  on  the 
Susquehauna  Divisiori,  twenty  five  over  llie  Dtla- 
ware  Division,  (with  the  t-xception  of  a  Khurt  dia- 
tance  where  an  assisting  euginv  ia  used,)  aud  fotu^ 
teen  over  the  Eastern  Division. 

Freight  trains  generally  travel  twelve  miles  per 
hour,  and  Passenger  trains  thirty-five  miles  pir 
boor.     The  former  are  usoaUy  kept  a  quarter  of 
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an  hour  out  of  the  way  of  the  latter,  aud  hence, 
they  can  rua  on  the  avera<'e  but  about  twenty 
miles  on  a  single  track,  without  lying  by  for  the 
passag*  of  the  other  trains. 

This  requires  a  large  number  of  turnouts,  and 
would  materially  limit  the  distance  which  a  freight 
train  can  run  per  day.  To  avoid  this  inconveni- 
ence, the  frt'ight  trains  are  generally  run  at  night 
as  well  as  by  day. 

The  cost  of  irausporl  on  Railroads  doing  a  mix- 
ed business  of  passengers  and  freight,  and  espe- 
cially, when  the  business  is  chiefly  local  and  dis- 
tributed over  a  considerable  length  of  road,  is  not 
duly  appreciated  by  a  large  portion  ofthe  commu- 
nity, and  even  by  some  of  the  managers  of  our 
railroads,  who  havejadvocatcd  the  policyjof  reduc- 
ed rates  for  transportation. 

The  expense  of  transport  depends  upon  certain 
conditions,  which  make  the  cost  the  same,  or  near- 
ly the  same,  whether  the  number  of  passengers  or 
the  amount  of  freight,,  in  vach  train,  be  large  or 
small,  and  other  conditions,  which  render  the  cost 
proportionalo  to  the  amount  of  business  done. 

Of  the  fit^t  conditions,  are  the  fullowiug : — 

The  intcrt  st  on  the  cost  of  the  work,  and  taxes. 
The  natural  decay  of  certain  portions  of  the  work , 
and  equipment. 

That  portion  of  the  maintenance  of  the  track, 
»nd  the  repairs  of  the  machinery,  due  to  theeflFecl 
of  the  running  of  the  engine  aud  a  portion  of  each 
Irain. 

The  sal.tries  of  managers,  agents,  station  men, 
and  a  considerable  portion  of  tiio  clerk  hire.  A 
portion  of  the  train  expense.such  as  that  ofthe  con- 
ductor, bagg.-igeman,  eoginenian,  tiremaa,  the  tir- 
ing up  of  the  engine,  the  waste  of  fuel  at  the  end 
of  its  journey  and  at  the  stopping  places,  aud  the 
cost  of  muviug  the  engine,  tender  aud  baggage 
car. 

Of  the  second  conditions,  are  the  additional 
wear  upon  the  track  and  machinery,  and  the  cost 
of  hauling  the  additional  weight  of  the  train,  and 
the  services  of  additional  clerks,  station  attend- 
ance, and  brakeraen. 

The  irregularity  in  the  number  of  pjissengors, 
aad  the  amount  of  freight  at  ditforent  periods,  re- 
<iuiics  that  provision  sliould  be  made  for  the  con- 
veyance ofthe  greatest  numiicr  and  amount  re- 
quired. The  decay  ofthe  extra  «'<iuipment  requir- 
ed to  do  this  extra  amount  of  business,  and  thi 
interest  on  the  cost  thereof,  aru  iu  most  cases  im- 
portant items  of  expense. 

The  spirited  competition  between  many  of  the 
rival  lines,  has  led  to  the  adoption  of  an  increased 
speed,  of  the  passenger  trains*,  without  duly  consi- 
dering the  additional  cost  which  it  entail.*. 

The  repairs  of  tiie  track  ami  machinery,  and  the 
cost  of  fuel,  which  together  form  one  l.alf  of  the 
expense  of  running  trains,  are  increased  nearly  a.s 
the  squiure  of  the  spei-d,  and  considering  the  great- 
er liability  to  damage  and  accident,  under  hi^li 
velocity,  the  wiio.e  cost  of  running,  must  be  re- 
garded as  much  greater  than  the  direct  proi)ortion 
betwei-n  the  rales  of  spfeij.  Th«  charges  for  trans 
port  must  therefore  lie  materially  raised,  wiieu, 
the  sjKjtd  of  trains  is  increa.sed. 

The  active  comi)t;tition  whiuh  has  been  main- 
tained between  many  of  the  Railroad  lines  in  this 
country,  Ims  in  many  ciises  rcvluced  the  prices  for 
the  conveyance  of  passengers  and  freights  below 
fair  remunerative  cliarges.  To  remedy  tiiis,  a  Con- 
vention was  hcl  1  at  ButTilo,  in  June  la.st,  between 
the  Michigan  Central,  anil  Southern,  Uie  .vlad  R.v- 
er,  the  Cleveland  and  Cincinnati,  the  New  York 
Central,  and  the  New  York  and  Erie  KaiUoad  Cdiu- 
panies.  and  the  Steamboat  lines  on  Lake  Erie, 
which  fl'ially  resulted  in  the  establishment  of  equal 
rates  of  fares  flud  freights  between  New  Vork  and 
all  places  on  and  west  of  Lake  Erie,  aud  a  limit  to 
the  rates  of  speed  ihrjugh  tiiis  Stale. 

A  careful  revision  of  the  hnial  passenger  and 
freight  tarilfhas  also  been  made,  and  such  increas- 
e<l  charges  established  as  wrtre  noces.sary  to  meet 
the  increased  cost  of  labor  and  materials  required 
for  Railroad  iransporiation,  aud  the  iocreisod 
speed  of  tho  iraii.i. 

The  Inert  A.st<d  charges  are  e^^ual  io  about  tw^fj- 
\f  per  MQtion  \ix\\  ^uNtf^x^fni  t^ncl  fln^i^. 


The  natural  increase  of  trade  aud  travel,  and 
the  high  prices  which  now  prevail  for  agricultu- 
ral products,  have  prevented  the  increased  charg- 
es, from  diminishing  the  amount  of  business  done, 
or  from  imposing  onerous  burthens  on  those  who 
have  used  these  Railroad  lines.  Those  who  have 
shared  so  largely  in  the  benefits  which  have  re- 
sulted from  the  construction  of  the  road,  should 
be  willing  to  do  justice  toothers,  who  have  rissked 
so  large  an  investment,  by  i)aying  remunerative 
prices. 

IX. ITS  FINANCIAL  CONDITION. 

Balances  nf  General  Lulger. —  September  30.  1853. 

Construction,  per  Schedule  A 31,222,834,  21 

Cash  on  hand 428,484  04 

Materials,  per  Schedule 
B 705,462  23 

Real  E.state 12,850  47.  .1,236,796  74 

Stock  of  the  liullalo  and 
State  Line  Railroad  Co. 
at  par 314,300  90 

Bonds  of  the  Corning  & 
Blossburg  Railroad  Co. 
at  par 0,000  00. .   323,300  00 

Advanced  to  Union  Rail- 
Road  Co.,  for  improve- 
ments of  Roa<l 143,427  77 

Advanced   to   tiwners   of 

Lake  Erie  Steam.rs. . .  154,714  83 

Advanced    to   owners   of 

Lake  Erie  Proiwll- r«. .   61,4(i3  04...359.C05  64 

Unadjusted  accts.,  Sche- 
dule B 83,306  67 


833,226,843  10 

CapiUl  Stock  issued 10,000,091  08 

Funded   Debt,   per 

Schedule  B 20,173,868  90 

Floating  Debt,  per 

Schedule  C* . . . .  2,685,020  49 . .  .  22,858,896  39 
Transportation,  per 

Schedule  D 366,390  69 

Interest  due  March 

1,1864,  on  Mort- 

gagi!  Bonds,  1883 466  00 

833,225,943  16 

*To  pay  this  amount  the  Company  have  on  hand 

.$830,000 "of  Bond-,  sold  at  par,  not  deiivertd,  aud 

©3,000,000  of  same  class  of  Bonds  not  yet  issued. 

X. — THK  PROBABLE   FUTUHE  REVENUK3   AND  EX- 
PKNSKS. 

The  estimates  ofthe  pros<)ective  receipts,  which 
the  managers  of  this  work  h^ve  heretofore  ma<ie, 
have  always  either  fallen  sliort  of  those  actually 
received,  or  corresponded  with  remarkable  coin- 
cidence. 

The  constant  increase  of  the  business  of  the 
road,  has  always  excce  lod  the  capacity  of  the 
equipnieut  to  transport,  and  this  has  undonbteoly 
limited  the  increase  which  would  have  taken  place, 
if  the  Company  had  always  had  a  sufficient  num- 
ber of  Engines,  Cars,  etc. 

The  following  estunates  of  the  i)rospectiv«  re- 
venue, which  have  been  made,  from  time  to  lime, 
by  the  Direitois,  are  given,  and  compared  with 
the  aniouirt  of  the  actual  receipts  for  the  several 
periods  .stated. 

The  eeti  natc.s  which  were  made  in  February, 
1851,  wero  as  fjilovvs: — 

For  the  year  1851  estimated  Recipts.  .S2,77 1,333 

"      •'     1852        "  "...    3,7:i5,19.S 

"      "       "     1853        "  "...   4,00  VKO 


''.  •  ,  •  £10,500,531 

Actual  ReceipU ....  1851 S2,773,195  58 

....1852 3,691,70107 

,;"       ^    "     ,,V^**?.''-.-. i    4,800,000  00 

November  an(|  Dec.  estimated  )      '       ' 

Sll,267,900  66 

The  same  degree  of  accuracy  Id  the  amount  of 
tbe  prusp«>otivtt  revenue,  cannot  Mways  be  *«xp«ci'  | 
«d  \  but  ih«  Dli>«otor«  f«t«l  tQueb  eoQ64cBC^  iO  eX'  | 


presfiing  the  belief,  that  the  receipts  for  the  ensu- 
ing fiscal  year  will  not  fall  short  of  live  and  a-half 
millions  of  dollgirs. 

The  estimate  of  the  expenses,  based  upon  a 
given  amount  of  business,  can  be  determined  with 
more  precision  than  the  receipts ;  with  the  amount 
of  receipts  above  stated,  the  Directors  are  of  the 
opinion,  that  the  bransportation  expenses,  will  not 
exceed  two  millions  five  hundred  thousand  dollars. 

These  statements  show  that  the  earnings  of  tbe 
road  will  pay  the  interest  on  the  debt,  and  con- 
tinue satisfactory  dividends  to  the  Stockholders. 

From  the  preceding  statement,  in  reference  to 
the  resources  of  the  road,  the  Directors  entertain 
a  firm  conviction,  that  its  business  will  continue  to 
increase  for  many  years,  and  that  if  its  affairs  are 
managed  with  economy  and  judgment,  it  will  prove 
to  be  one  of  the  safest  and  most  productive  in- 
vestments in  the  country. 

In  the  foregoing  review  of  the  operations  of  the 
work  entrusted  to  our  directions,  we  have  endea- 
vored to  present  in  a  clear  light  all  the  circum- 
stances in  its  past  history  and  its  actual  condition, 
necessary  to  form  a  just  idea  of  its  position  io  re- 
lation to  the  great  business  interests  of  the  com 
munity  ;  and  to  furnish  the  data  for  a  correct  esti- 
mate of  its  future  resource,  and  itd  character  as  a 
financial  investment. 

The  facts  stated  therein,  and  the  conclnsions 
arrived  at,  may  be  briefly  summed  up  as  follows  . 

The  New  York  and  Erie  Railroad  is  a  work  ot 
greater  magnitude  than  any  hitherto  coiistructed 
by  private  enterprise  in  this  country.  It  has  been 
carried  on  through  the  most  formidable  tinauciai 
difficulties,  as  well  as  those  arising  ftom  the  na- 
ture of  the  country  it  was  obliged  to  traverse,  and 
has,  by  its  final  and  successful  completion,  fully 
vindicated  the  correctness  of  the  views  of  its  far 
seeing  and  .sagacious  projectors. 

It  has  been  placed  on  the  most  favorable  lino 
that  the  topography  ot  the  country  aflbrded,  and 
the  natural  features  of  that  country  present  almost 
insurmountable  barriers  to  tbe  construction  of  a 
competing  line,  while  at  the  same  time,  they  com- 
pel all  the  lateral  roads  which  are  built  to  become 
tributary  to  it. 

The  works  have  all  been  constructed  in  tbe 
most  permanent  and  substantial  manner,  and  it  has 
now  been  so  long  in  ojieration,  that  any  deftcts, 
existing  in  its  original  structures,  have  become 
known  and  have  been  corrected,  and  future  ex- 
{)eoscs  from  this  source  tunst  therefore  be  compa- 
ratively light. 

More  than  one  half  of  its  receipts  are  derived 
from  freight  and  its  business  is  ihietly  from  the 
local  territory  through  wliich  it  and  its  tributarit  s 
pass,  which  territory  is  as  yet  very  imperfi  ctly  de- 
velojied,  and  will  always  prove  a  source  of  large 
revenue  which  cannot  be  diverted. 

Its  tributaries  have  no  other  outlet,  and  they  and 
the  main  trunk,  open  into  difiercnt  regions, having 
greatly  diversified  products,  the  necessary  inter- 
change of  which  will  always  form  a  large  source 
of  revenue. 

It  lies  on  the  lino  ofthe  greatest  thoroughfare  of 
trade  and  travel  on  the  Continent,  and  must  shar» 
largely  therein. 

Its  management  has  been  placed  on  a  new  basis 
by  which  its  efficiency  will  be  increased,  and  its 
expenses  i-educed,  while  the  annually  increasing 
bus  ness,  and  the  higher  tarilf  of  charges  for 
freight  and  passeng«r.<t,  recently  adopted,  will  to- 
gether s.'cure  to  the  Stockholders  an  ample  retarn 
for  their  investment. 

The  expenditure  which  has  been  made,  has 
given  the  Road  suffioient  capacity  to  enable  it  to 
perform  a  business,  largely  increased  beyond  that 
now  done ;  whenever  that  inerea-sed  busines  de- 
mands additional  facilities,  that  circumstance  will 
furnLsh  a  sufficient  guarantee  of  an  ample  reiuru 
for  such  further  exjienditure  as  may  then  be  re 
quired. 

Its  finances  are  now  established  on  a  safe  and 
firm  basis,  and  its  revenue  may  b«  regarded  as 
certain  to  prove  lb«  iovestmuoC  a  rery  profitable 
OQe, 

liM  ti(i*t,i  ny^tkt,  mA  expi'Di^t,  ^r«ady  eom- 


?^- 


J---1 


V^t* -»»-->•«•  <• 


AMERICAN    RAILROAD    JOURNAL. 


1. 
-  1    - 

I 


39e 


pare  favurablj  wilh  tiiose  of  auy  of  il  •gieat  lineii 
ot  Railroad  in  tlio  United  States,  and  iut  prospects 
for  tiiu  future,  are  as  proiuhing  as  its  warmest 
friends  could  bopc  for. 

All  of  which  is  respectfally  submitted. 


BOlfCR    RAMSDELL, 
•  AMCKL    MARSH, 
HENRY    SHELDON, 
WILLIAM  E.  DODGK, 
SHEPHERD  KNAPP, 
CORNELIUS  SMITH, 
THOMAS  J.  T0WN8«.VD, 
MARSHALL  O.  ROBERTS, 
CHARLES  M.  LEUPP, 


SOL'TER.Ngt'R    MORRIS, 
NELSON  ROBINSON, 
WILLIA.M  J.    MCALPINE, 
DANIEL  DREW, 
EDWARD  C.  WEEKS, 
ALANSON    ROBINSON, 
JOHN    ARNOT, 
AMBROSE  S.  BlURRAT, 


Texas  Paelllc   Railro«d--8oatlierit  Route. 

We  have  received  from  Austin,  the  capital  of 
Texas,  a  copy  of  the  new  bill,  entitled  "  An  Actio 
provide  for  the  constraction  of  the  Mississippi  and 
Paeiflc  Railroad."  The  act  was  finally  passed  by 
both  Houses  of  the  Legislature  by  a  large  vote. — 
It  provid<;s  for  a  liberal  grant  of  land  to  the  Cor- 
])oration  that  shall  undertake  the  construction  of 
the  road. 

h  Sec.  1.  Grants  twenty  sections  df  land,  of  640 
acres  each,  for  eacii  and  every  mile  of  said  road  : 
limiting  the  course  from  any  point  on  the  boundaxy 
line  of  Ttxas,  not  north  of  Fulton  in  Arkansa-s,  to 
a  suitable  point  on  the  Rio  Grande,  at  or  near  £1 
Paso. 

Sec.  2.  A  right  of  way  is  gi-ant«d  for  said  road 
through  the  public  domain,  of  300  feet  in  width — 
with  all  timber,  &c.  adjoining  aad  requisite  fur  the 
coniiimalion  of  the  ro.id. 

Sec.  3.  Limits  the  rails  to  not  less  than  64  pounds 
to  the  yard  ;  fifty  miles  to  be  finished  in  eighteen 
months  after  tlie  contract,  and  one  hundred  miles 
every  year  thersafter. 

Sec.  4.  The  Governor  authorised  to  issue  adver- 
tisements, inviting  proposals  for  tlie  constniclion 
of  said  road.  Such  proposals  to  be  filed  before 
2CtIi  of  April  next,  in  the  ofiice  of  the  Secretary 
of  Stato. 

Sec.  5.  The  Governor  authorized  to  select  on  or 
after  May  1st  such  bids  as  shall,  under  all  the  cir- 
cumstitnces,  offt»r  the  best  assurances  of  tho  com- 
pletion of  liie  road  by  contracting  parlies. 

Sec.  6.  Charter  granted  to  such  contracting  party 
for  tho  period  of  ninoty-nine  years. 

Sac.  7.  The  Company  to  maintain  a  railroad 
from  the  Mississippi  to  tho  Pacific,  by  forming  con- 
nections with  such  other  companies  as  they  may 
deem  proper. 

Sec.  8.  The  capital  stock  shall  be  "  twenty  mil- 
lions ot  dollas,"  and  may  be  increased  to  such 
sum  as  shall  be  essontiaj  for  the  construction  of  the 
road. 

Sec.  9.  The  Company  authorized  to  borrow  mo- 
n«y  upon  their  bonds,  with  power  to  mortgage  the 
road  to  secur*  the  payment  of  such  bonds  and  the 
interest  thereon. 

Sec.  10.  Authorizes  trials  before  the  District 
Court  tad  injustices'  Courts,  in  all  disputed  cases 
of  damages  for  land  taken  from  individuals  for  the 
use  of  the  road. 

Bee.  11.  The  ConiiS.any  to  keep  the  road  in  gool 
repair,  with  suiuible  carriages,  &c.  {No  penalty 
stated  for  faiLurc.) 

Sec.  12.  The  Company,  within  sixty  days  after 
the  contract,  to  deposit  with  the  State  Treasurer 
S300,'X>0^  as  a  guarantee  that  fifty  miles  or  more 
of  such  road  ^hall  be  constructed  within  eiglitee.i 
months,  such  fai  d  lo  become  iho  property  of  the 
State  ill  cjise  of  nun-execuiion  of  tho  contract. 

Sjc.  13.  Authorises  the  survey  of  thu  laa<ls 
through  which  the  fii-st  fif.y  miles  of  the  road  shall 
pass,  and  tUe  grant  of  i)ateaD  to  the  company  for 
lauds  "  ihirly  miles  on  each  side  of  the  same,' and 
fiinhe-,  for  all  distances  beyond  the  first  fifty  miles, 
at  fast  atj  finished. 


Sec.  15.  In  case  tiie  company  fail  to  complete 
the  said  road  accordiiig  to  contract,  all  inco.uplete 
[lortions  and  parts  shall  revort  to  the  State. 

Sec.  16.  The  Governor  authorized  in  such  case 
of  forfeiture,  to  contract  with  other  parties  for  the 
completion  of  the  road. 

Sec.  17.  An  appropriation  made  to  pay  prelim- 
inary expenses  lor  the  execution  of  this  law. 

We  understand  that  the  lands  granted  by  the 
above  act  will  probably  becom*  vested  in  the  com- 
pany of  which  Mr.  Chatfield  is  President.  The 
above  may  be  considered  as  an  important  move 
in  favor  of  the  Northern  route  for  the  Pacific  Rail- 
road. 


Coaamerc*  of  tb«  JScv*  York  C»aaU. 

The  following   mammary  will  show  the  amount 
and  value  of  the  tonnage  which  reached  tide  unto 
the  past  year  over  the  New  York  Canals. 
1862. 

Description.  Tons.  Va1u«. 

Forest 1,061,677  $12,487  ,f^8 

Agriculture 989,268  45,009 .889 

Manufactures 47,512  8,3o6,804 

Merchandize 10,605        >     3,749,824 

Other  articles 122,760  "  2,289,427 


North  Carolina  ilailroadt 

The  Directors  of  this  ro.id  h«ld  their  regular 
quarterly  meeting   at  Charlotte  on   the  21st  ult. 

Wo  learn  that  no  business  of  special  importance 
was  tran.sacteil.  Tiie  President  re|M)rU-d  a  pur- 
chase of  4,O00  tons  additional  iron,  m.xkiug  .with 
what  has  been  purchased  for  the  1st  division,  13,- 
000  tons  as  yet  contracted  for,  or  enough  to  lay 
138  miles  of  the  roa  L  The  new  purchase  is  to  be 
^shipped  in  February  or  March,  and  is  to  be  appli«d 
to  the  2d  division.'  Some  7.000  tons  of  iron  are 
lying  at  Charlotte  for  the  4ih  division,  and  2,000 
more,  perhaps  have  been  landed  at  Charlotte.  The 
layii.g  of  the  track  from  Charlotte  will  be  com- 
menced as  early  in  tiie  approaching  year  as  it  can 
be  done.  The  Company  we  learn,  will  do  this  it- 
self; comiKJtent  superintendents  have  been  engag- 
ed, and  cfiorts  are  making  to  hire  the  requisite 
number  of  hands. 

No  selection  has  yet  been  made  of  a  location  for 
the  principal  machine  shop-*. 

Twelve  miles  and  a  half  of  the  1st  division  have 
been  laid  down  with  iron. 

We  also  learn  that  tlieaccounts  from  the  survey 
of  the  Western  Extension  indicate  that  a  more  fa- 
vorable route  to  Asheville  may  be  had  than  the 
fondest  anticipations  have  led  its  friends  to  be- 
lieve,— Raleigh.  Sla^i^fard. 


Total 2,234,822 

1863. 
Description.  Tons. 

Forest .1,348,903 

Agriculture 921,321 

Manufactures 42,501 

Merchandize 13,382 

Other  articles 170,390 


S06,893:10i 

Value. 
SI  3,626,301 
47,286,341 
8  256,056 
6,549,123 
3,676,244 

ToUl 2,491 ,497  £73,393,065 

The   number   of  tons   and  value  thereof  going 
from  tide-water  in  1852  and  1853,  is  as  follows. 
1852. 

Tons.  Valae. 

Merchandize . ., 396,087  

Furniture 639  

Other  articles 124,801  


Responsibilities  of  Comlnc  ors  on  French 
ilailroa(i»« 

A  "  railroad  accident"  happened  on  the  road  be- 
tween Paris  anil  Bordeaux.  It  was  just  one  of 
these  cases  where  no  blame  is  atuched  to  the 
driver ;  there  was  a  delay  of  a  train,  a  little  obsti- 
nacy on  the  part  of  a  conductor,  a  trifiing  degree 
of  carclessuesson  the  part  of  a  station  mastc-r, 
etc.,  (as  hi  tlie  whole  chapter  of  railroad  accideiiU, 
passim,)  a  smash-up,  six  lives  lost  and  twenty  per- 
sons more  or  less  injured.  It  was  brought  before  a 
Court,,  examined  into  with  boundless  patience, — 
the  trial  lasting  many  days,  and  ending  *-ith  the 
condemnation  of  conductor,  station  master  and 
two  others,  to  fine  and  imprisonment.  The  law, 
in  accordance  with  the  terms  of  which  tliey  were 
condemned,  reads  as  follows :  "  Whi>ever  shall 
have  involuntarily  cau.sed  personal  injury  by  un- 
skillfulucss,  imprudence,  inattention  or  disregard 
of  regulations,  shall  be  punished  by  imprisunmeut 
of  not  less  than  one  week,  nor  of  more  than  s:x 
months,  and  by  a  fine  of  not  less  than  fif.y  nor 
more  than  one  thousand  francs  ;  if  he  has  caused 
death,  the  limHs  of  the  term  of  imprisonment  are 
six  months  and  five  years,  and  of  the  fine  300  aud 
3,000  francs." 


ToUl 621.627 

1863. 
Ton?". 

Merchandize 426,400 

Furniture 401 

Other  articles 133,952 


$118,896,444 
Vain*. 


$114,090,801 


Total ..660,754 

Aggregate  statement  of  the  tonnage  aud  valus 
of  the  proi)erty  which  came  to  and  went  from  the 
Hudson  Rivor,  on  all  the  canals  in  the  years  1863 
and  1862:  ;         ■ 

T<»wi.  Vahie. 

1853 3,062,251  S187.48«,866 

1862 2,756.349     la5,7«y,54G 

Increase....  296,902  61,694.320 
Compared  with  the  preceding  year  of  16-52,  it 
will  bo  seen  there  is  an  increa»*e  of  256  676  tons  of 
(h'lcn  tonnage  with  an  incixased  valuation  of  S6,- 
499,963,  and  that  there  is  an  increase  of  39,227 
tons  of  upicard  tonnage  with  a  decreased  valua- 
tion of  84,805,634,  making  an  increased  tonnage 
of  295,902  tons  and  of  valuation  SI. 694 ,320. 

The  increased  tonnage  is  mainly  chargcabl* 
upon  lumber,  one  or  two  articles  of  provisions, 
wheat,  and  upon  articles  unimportant  in  value, 
classed  under  the  ht-ad  of  "other  articles."  The 
deficiency  in  tonnage  is  upon  flour,  corn,  ship- 
stutfs,  tobacco,  &c.,  &c. 

The  flour  and  wheat  arrived  at  tide  water  is 
valued  at  thirty  millions  of  doil;«rs,  being  more 
ilian  forty  per  cent,  of  the  value  of  all  the  articles 
received. 


Apyointuieitt. 

The  Dauphin  and  Susquehanna  Coal  Company, 
which  is  chiefly  owned  in  New  York,  have  appoint- 
ed Ellwood  Morris,  Esq.,  Civil  Engineer,  to  the 
charge  of  their  extensive  lands,  mines  aud  r.nlroads 
in  Pennsylvania.  This  company  own  a  very  large 
and  valuablt!  coal  estate,  compi  i.>ing  40,000  acres 
Sec.  14.  Ad  tho  vacant  lands  of  the  State  east  of  of  land,  about  60  miles  of  first  class  railwav,  and 

uSfa?'Tlo''^'\l"'^V''''n*'""^^  in^'sted  nearly  S4, 000,000.     Mr.  Morris  is 

latitudy  31  and  3(5  uortb ;  also  all  west  of  103  Ion  /-.'.■ 


gitudtt,  and  betwuen  Uiitude  SO.^iO  ftud  32  degreet 
Dortb  Uiitude  ihaii  b»  ruMrred  fvom  tali  UQlU  tb« 
»»4  ro»4 1»  located. 


an  engineer  of  wo!l  established  reputation,  and  we 
r«(»rd  bU  Appoint  ment  m  a  \<iiy  furorabl*  oo« 
tuv  ;U«  ti<t«)<9i(i  of  tb«  »l>ore  compaaX' 


Little  Miami  Itallroari. 

The  Directors  of  this  Company  in  annomicing 
their  dividend  of  6  i>er  cent,  say  : 

",The  business  of  the  year  just  closed,  has  been 
large,  yielding  a  net  profit  of  $352,132  78,  which, 
after  paying  two  dividends  of  5  per  c  ■nt.  each, 
leaves  a  surplus  of  $89,996  69  carried  to  the  cou- 
lingent  fund  and  subject  to  the  future  dLsjMtsition 
of  the  Company.  Tlie  Board  i>f  Directors  have 
been  induced  to  give  the  Stockholders  tli<*  privi- 
lege of  recei\ir.g  their  dividend  in  bt^ck  (now 
worth,  with  their  d:vtdend,20  i^r  cent,  premium), 
from  the  fact  that  Uio  earnings  of  tl.e  year  ha\  o 
been  mostly  expended  in  the  co:i.»truetion  of  the 
double  track,  which  has  been  pushed  forwaid  wi;U 
energy,  and  is  expecU'd  to  be  finished  tutlio  Hiilx- 
borough  Railroad  (23  mii«s)  by  tho  1st  day  of 
June  next.  The  privileg.-  of  receiving  sf<'Ck  will 
ttxpire  on  the  Ist  dtiy  oi  March  n^-xt,  af:*r  wfaioh 
ih«  divid«udi(  will  b«  pa>aUc  iu  ea»h  ui4y.  !iho^ 
iV»<^>>lUm  r«f  Ul«rt<a  ud  Ui§  Ntw  Twit  ixH^ki, 
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in  stock,  will  notify  their  I 
wishes  to  the  Treasurer  in  writing.  1^ ho  will  for- ! 
ward  their  certificate  to  the  Kew  i'ork  Offi  x;  by 
return  mail." 


Aiuerieaii   Uailroad  Journal. 


Railway  Share  List, 

C-ompikd  from,  the  latest  returns — corrected  every  Wednesday — on  a  far  veiiiuUion  of  SIOO. 


SatnrtXayt  Janaary  14,  tS64« 


NAME  OF  00>tPANY. 
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stock  null  Monejr  Market* 

Th«  Share  market  continnes  inactive  with 
slightly  rccediug  prices.  Auy  immediate  general  im- 
proTem(n:s  ait.  prybably  out  oi'lhe  question,  until 
foreff  0  affairs  take  a  more  definite  shape,  The 
public  mind  ot'  this  country  is  as  nncertain  as 
to  what  would  be  the  influence  of  anEarop<  »  i 
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Atlantic  and  St.  Lawrence.  . .  ^l»in".'130! 


•  Androscoggin  and  Kennebec. 

j  Kennebec  and  Portland " 

,  Port.,  Saco  and  PortKraouth . .       " 

;  York  and  Cumberland, " 

^^^  i  Boston,  Concord  and  Montreal.  N.  IT. 

Concord  " 


upon  the  United  States,  as  it  is,  as  to  what  the  'Cheshire 

•rent  is  to  be.     So  long  as  this  feeling  of  uncer- 1 Northern  . . „  ....  ....  .... 

tainty  prevails,  no  decided  movement  will  take  I  Manchcsti-r  and  Lawrence. . 

place  in  anv  direction.  !  Nashua  and  Lowell 

''    The  present  State  of  things  is  not  in  the  whole  j|o[,^°*^  *°^  Concord., 
unfavorable  to  th*-  Railroad  interests  of  the  coun- 


1,638,100! 

809.f*78 

952,021 

1,366,600! 

286,747, 

1,649,2781 

l,486,000i 

2,078,626; 

3,016,634; 

717,643 

600,000, 


Connecticut  and  Passunipsic:    Vt. 
try.     It  will  check  the  bringing  out  of  new  enter-  ;  Rutland " 


Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 


prizes,  but  wiil  not  materially  postpone  the  con- 
straction  of  such  as  have  made  any  considerable 
progress  towards  cumpletion.  Thi.s  fact  will 
ren  ler  the  investments  that  have  been  made  the 

more  valuable,  and  will  enable  our  people  to  avail '  Boston  and  Maine 

th.mselves  of  thr  liglit  of  experience  as  a  guide  ■  B^^^^o"  »'><1  Providence 
to  future  progress*. 

Id  the  mean  times  the  earnings  of  our  railroads 
continue  to  show  a  very  largo  increase  over  those 
of  the  previous  given.  The  year  that  has  just 
closed  has  been  one  of  extraordinary  prosperity, 
which  cannot  fail  to  exert  a  strong  infinence  in 
scstaining  the  prices  of  Railway  shares  and  bon't. 

We  learn  that  there  has  bf!cn  a  consid'Table  im- 
provement in  tiie  foreign  (Icmainl  for  our  securi- 
ties for  a  few  weeks  past. 

18.53.  1853. 

Hudson  River  R.  R $123,174  5:88,889 

New  York  and  New  Haven     59,3:38  52,226 

J  Earnings  of  Railroads  for  Dcc^vilier. 


65  j 

721 

s^ 

20i 
93^ 
36- 

64 

24  i 
16j 

^^ 

26l   i 

61 1  1,097,600 

120   2,486,000 

8,500,000 

1,500,000 

892,000, 


2,ft78,700!  5,150,278' 

1, 016.500:  2,004,458; 

29i,80    I  2,511,067! 

123,884|  1,469,881 

341,1001  IVi.Wb 

622,200:  2,540,217, 

none.     \  l,483,00Ui 


720,900 


none. 


3,002,094 


560,0001 

2,429,100: 


651,214 

1,400,000 

673,500 

1,746,516 

5,677,467 


254,743; 
140,561 
1C?,111 
208,C6C!. 
23.94G: 
150;5.38, 
305,805, 
287,768: 
328,782  i 


113,520  none 
80,Op3none 

100,552'none 

.......I  6 

ll,'2ot3'none 
79,659!Done 

141,836,  8     I 
55,266; 

108,076 


132,645!     61,613 


i  Boston  and  AVorcester " 

I  Cape  Cod  branch " 

;  Connecticut  River " 

JEastem " 

iFall  River " 

Fitchburg " 

I  New  Bedford  and  Taunton.  . .  " 

I  Norfolk  County 

i  Old  Colony " 

j  Taunton  Branch " 

I  Vermont  and  Massachusetts . .  '• 

i  Worcest«!r  and  Nashna " 

!  W«'st**rii " 

Stonin,:»ton R. 

I  Providence  and  W-tnt-ster. . .  " 

Canal Conn, 


117 
47 
51 
21 

28 

m 

5;; 
60! 
28' 
621 
75' 
42 
66 
20 
261 
45;  1,964,070| 


3.600,00012.000,000 
i;500,000 


700,000 


1,830,000! 
4,076,9741 
;{,100,390: 
4,600,0001 

421,2961 
1.591,100 
2,860,000 
1,050,000 
3,540,000 

600,000. 

647,015i 


495,397 


o 

6 

6 

8 

none} 
nonej 
none 


82 

30 
41 

24 

86 

104i 

1  38 
514 
89 

106 


266,589  none 


Leascdto.the  Vt.  C  ent. 
Recently  iopened.   jnonei 


21 

80 
20 

13* 
98 


,  Inonel 


I. 


1><53. 
.  S420,02;1 
64,68<.» 


1862.      i 
So57,717, 
38,854 


j  Hartford  and  New  Haven . 
Housatonic 


12 
77 

46 
156 

5o; 
4o; 

4-V 


I  . 


260,000! 
2,140,5361 
1,134,000! 
o,150,00«) 


1,996,249 
4,092,927 
8,546,214 
4,845,967i 

633,9061 
1,801.946; 
3.120,391 
1,060,000 
3,623,07.-? 

520,475 
1.245.927 
2,293,534 

307,136 
3.203,333 


150,000 

390,000 

425,000' 

171,800; 

193.500 

500,000, 

none.     \ 

112,306' 

none,     j 

819,743| 

282,300 

none.     } 
1,001,500 

171,210!  1,321, ••45 
5,819,520   y,953,759il ,339,8731 

407,700; |    240,572 


388,108' 
059,001' 
4f)9,666! 
758,819! 

W,74n 
229,004 
488,793 
229,445 
574,674' 
164,2301 

67,251 ! 
322,213' 
137.406! 
218.679 
162,100i 


130,8811 
338,215' 
227,434 
331,296 

30,056; 

72,028' 
211,017, 

99,589 


232.7871  6 
43,950   7     ! 
23,416nonei 

101,6l0none! 
24,399'  8 
18,648  none 


98 
108} 

86 
lOU 

40 

56 
!87 
llOO 
i  93i 
1117 

68 

91 


New  Yotk  Central 

Ohio  and  Pennsylv.tnia. 
Cincinnati,    liamiltuu    and 

Uayton 41,258  23.833 

Pennsylvania  R.  R 250,000  217|l21 

Erie 415,402  352,138 

Reaamc  RaUroal. — The  annual  meetins:  of  this 
company  was  held  at  Philadelphia  <»n  the  10th 
JD&t.  The  lollop  ing  is  a  statement.  »if  the  opera- 
tions of  the  road  the  paM  year  ;  ,,. 

The  gross  receipt.";  for  the  year  18.^3 

were ". 5^2,088,287  59 

Working  expenses .•31,0o6,5ol  -53 

Drawba'jk,  etc 165,985  ..'j 

1,222,637  52 


50 
66; 
61! 
62, 

65i 

91 1 


Nett  profit  for  the  year 31 ,465,750  07 

Interest  for  year S57 1,914  00 

R^^newedfund 106,974  23 

-•  . .■$078,888  23 


Dividend  Fund 786,861  34 

Add  Dividend  Fund  "52 2,115  60 


Total  Dividend  Fund $788,977  50 

Which  was  disposed  of  as  follow.-  : 

July  and  January  dividends  on  prefeiTed  stock. 
Slate  taxes,  sinking  fijftds  and  interest  account. 
Total,  !it-506,244  83.  Leaving  a  dividend  fund  for 
1853  of  $282,732  67.  , 

The  gross  receipts  for  1868  exceed  those  of  1862  PhiJad.,  Wilminfton  and  BaJt. 


Hartfowl,  Prov.  and  Fishkill . .  " 

New  Londiui,  Wi).  and  Palmer  "     i 

jNew  York  and  New  Haven. . .  "     j 

Nau2:atuck "     i 

;  New  London  and  New  Haven.  "     | 

Norwich  and  Worcester "     | 

! Buffalo  and  New  York  City..  N.  Y.j 

,  Butljilo,  Coming  and  N.  York.  " 

I  Buffalo  and  .Slatf>  Line " 

!  Canandaigua  and  Niagara  F . .  " 

I  Canxindaisma  and  Fliiiira " 

;  Cayuga  and  Siisqiwhanna ....  " 

■  Erie.  (N>'W  York  and  Erie). . .  " 

Hnd-^on  River " 

!  Harlem 

I  Long  IslaiKl »  " 

New  York  Central " 

Ogdensburgh  (Northern) " 

O.swego  and  Syr.-u-use "     •  ,% 

Plattsbnrg  and  .Montreal ....  "     ,  23 

Rensselaer  and  Saratoga '         25 

Rutl.ind  and  Washington '       60 

Saratoga  and  Wa.shingt<m. .  ..  "     ;  41 

Troy  and  Rut(an<l "        {'.2 

Troy  and  Bostoii "        ;]9 

Waiertown  and  Rome "     ;  00 

Camden  and  Amboy N.  J.     66| 

Morris  and  Essex "     ,46; 

New  Jersey "     '31; 

;  New  Jer.sey  Central "     !  63; 

I  Cumberland  Valley Penn.'  66^ 

j  Erie  and  North  East .,  "     j  20' 

j  Harrisburgh  and  Lancaster. . .  "I  86; 

Philadelphia  and  Reading. .. .  "     '95 

'  i  981 


1.467,500   300,000; 
922,600   500,000 
72,  2,:J60,000I   800.000  3,150,000! 
110  2.500,000 


253.6901 


66.900 
683,194: 
110,8921 
139,614i 


211 
68 
97 
66 
96 
66 
124 


558,8611 
3,000,000 

926.000 

760,'600l 
2,121,1101 

900,0001 


Iji  progres; 

800,000!  1,511.111! 
1,641,000;  4,978.487! 


1,731,498 

1,400,000! I '  * 

639,529'    294,26910 
329,041     168,902;none  .... 

09,629! Inone! 

114,410 !....!  39 

806,713    428,173   7     i  99f 

440,000! i i (  8 

650.000    l,380,610IRecentlyiop«ncd.   !tion« 
701,600!  2,596.488i    267,561:    116,966;  4 
1,550,000;  2,550,500;Recently  opened,    inone 

1 32    ! jIn  progres; ' none 

09;      879,630}      872,000|  l,921,270|RecenUy;oi)4>ned 
oOj    i ;] n  progres; : , 


52 
69 
86 
66 
1130 


I  47!  426,609|  582,400'  9^7,627:  76,760'  39,360noue 
j  35!  687,000   400,000  l,ti70,786   74,241   23,4'.»6:none 
1464  10,(KX).000 24,003,865  3:'.,070,863  3.537.760  1,691,623'  7 
jl44  3,740,515!  7.046,.3r*5  10.527,654, 1,063 ,6.j9  338,783'none 
;130  4,725,260;   977,463;  0,102,935!  681,445 
i  95  1,875,148   516,246  2,440,391 
i5O4,2-".,085,6O0:10,773,823  33,859,423' 
|118i  1.579,969;  2,969,760  5,133,834i 


68 


.324,4<.)4  5 


;;60,000: 
174,042 
610,000i 
850,000 
899.800: 
237,690! 
430,936; 
1,011.940 


201.500 
131,000 
25,000 
400,000 
940,000 
100,000 
700,000 
650,000 


607,803! 


771 

66} 

54i 

205.068      44,070none;  80i 

...  :...   !....!ll4 

195,847!none!  30 
43,609'  4     !  70 


480,137 
90,616 


.349,775!Recentl V  op«'ned.   'none! . . . . 

774,495  213,078  96,737} ....: .... 
1,250.000  Recentlv  opened.  ....  I ... . 
l,8.32,f>45     173,545     l:^--..017'nonei  30 

329,577:Recently  opened.    ;....j  83 
1  ,()43,'357'Reeeritly  iopened.    Inone' 


1,693,711     225,152 


i,50<J,o00 i  4,327 ,4"Sil,'?88,385 

1,022,4201      128,000!  1, 220,-326!    149,941 ! 
2,197,840!      476,000'  3,246,720!    603,942! 


116,706j  8 
47«,413ilO 

79,252'  7 


I  96 
146 


986,1061 

1,184,500 

600,000! 

830,100! 


1,600,000 
13,000' 


316,259 

124,740 

76,890 


2.379,880    260,899 
l.2r.5,143     118,617 
750,000  Recentlv  iopened 
713,227    1,702.523'    265,327,  106,320 
6,666,33210,427,800  17,141,987  2,480,626  1.251,987 
8,860,0001  2,403,276j  6,813,fia9'   667,786    888,601' 
■  •  ■-  ■-::  -      ■       ■  .  ■■    .'■  ■     .^     ■  .\ 


10 
8 
6 


8 
7 
6 


131 


126 
62 
78i 

'  79i 


li 
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RaUway  Share  List, 

Cf^jnl'd  jTirm  thelafeft  returns— correcUd  every  Wednesday— on  a  par  valvMiiim  g/'&lOO. 


NAME  OF  COMPANY. 


o 

8 

a 


o  s 


M.5 


*  . 

a 


o 


to  es 


o  — 


u 

2  .  8 


PenneylTauia  Central Penn.  260 


Md. 


Philadelphia  and  Trenton 
Ponusylvania  Coal  Co 
Baltimcrn  and  Ohio . . 

Washington  branch " 

Baltimore  and  Susquehanna..     ' 

Alexandria  and  Orange Va. 

Manassas  Gap 

Petersburgh 

Richmond  and  Danrille ,     " 

Richmond  and  Petersburgh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side •••     " 

Virginia  Central 

Virginia  and  Tennessee " 

Winchester  and  Potomac 
Wilmington  and  Raleigh 


80 
47 
381 
88 
67 
66 
27 
64 
73 
22 


9,768,165  6,000,000 


9,188,300 
1,650,000 


9,827,123 


13,600,000.1,943,827,  617,626 


i9,'642.307  l,326,66Si 
1,660,0001 


97i 


Charlotte  and  South  Carolina.  S.  C.illO 
Greenville  and  Columbia ., —    " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga, 

Georgia 

Macon  and  Western " 

Muscogee 

South  We-stem " 

Alabama  and  Tennessee  River  Ala. 

Memphis  a!id  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Pomt.     " 

Southern . ." Miss. 

East  Tennessee  and  Georgia. .  Tcnn.i 
Nashville  and  Chattanooga.  . .     '* 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Fraiiktbrt " 

Maysvilie  and  Lexington 

ClevelanVl  and  Pitisburgh  — 

Cleveland  and  Toledo 

Cleveland,  and  Erie 

Cleveland  and  Colnrabu.s 

Columbus,  Piqua  and  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan 

Eaton  a]»d  Hamilkm 

Greenville  and  Miami 

Hillsboro 

Little  Miami 

Mansfield  and  Sandusky 

Mad  River  and  Lake  Eric  . 

Ohio  Central ... 

Ohio  and  Mississippi "      

Ohio  and  Pennsylvania "      187 

Ohio  and  Indiana "      . . . . 

Scioto  and  Hocking  Valley ...     " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind.  i 

Indiana  Central "     ' 

Indiana  Northeni " 

Indianapolis  and  Belleforitaine     " 

Lawreuccbtirg  and  Ind " 

Lafayette  and  Indianapolis. .  .     " 
Madison  and  Indianapolis ....      " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis     " 

Rock  Island  and  Chicago Ill 

Chicago  and  Mississippi " 

Illiri.)is  Central " 

Galena  and  Chicago 


769,000 

1,372,324: 

686,000!. 

"     i  76  il.OOO.OOOJ 

"     '  62  ll,857,778J 

"     107  11,400,1001 

"     :  60  '3,000,000 

«     J  32  j    180,000 

N  .C.'161  11,338,878 


615,384  7 
348,622;  216,237  i  8 
413,6731    152,686 

jlnprog.     I j 

iln  prog.     ] ' 

173.8671  1,103,928;   227,69:1 

2t>0,0001n  prcg.     ' 

1,100,000,    122,861 


1102} 
,  67i 


72,37CI  7 

j., 

74,113none 


I  i 
70 
40 


503,000!  l,531,238i    264.376!    113,266!  7     ilOO 

G40,000|  2,100,467'      62,762; i....I.... 

446,036. In  prog.         176,485.      74,902  none;  61 

1,600,000:  In  prog.      | nonej  98 

120.000;      416,632      80,776i 12 


1,134,6981  2,965,674i   610,03^     163,898 


140   1,004,23!       300,000! In  prog.     ' 

242   3,868,840j  3,000,000;  7,002,3961,000,' 

!  In  prog.     ' 

3,600,000!      418,187   3,465,879!    9^6,074 


6 


17:    609,7111  7     1125 


1,214 

108,000 


1,596,283' 


1191 

211  j4,000,000| 

ilOl  1,214,283 

I  71    Iln  prog. 

I  60  j    686,887;      150,000j      743,525; 

[  65    I |In  prog,     j 

I  93  i    776.259!      400,000|In  prog,     i 

!  33  !    879,868: In  prog.     I 

I  88  I    688,Glll !  1,330;960' 

60  i I t ! 


934,4241 
296,58-J| 


636,608   8     ill5 
466,468,  1% 


153,697.  9 


129,395 


71.635;  8 


100 


173,5421      76,079'  8 


80  i    836,000 

126  '2,093,814 

i  38  il  ,430,150 

I  29  i    357,218 

!  66  ;.... 


Ohio.  100  1,239,450;  l,.371,000i 


641,000|ln  prog.  { 
850,000,  In  prog.  I 
900.000,  In  prog,  i 
584  902 

! ..-! 

I  In  prog, 


by  $207,661  18,  those  from  coal  beio^  in  exoen 

.£104,017.  ;. 

Passengers .' .... S67.333  04 

Meicliaiidise 41,648  16 

U.  S.  Mail  and  miscellantous 4,662  96 

The  expenses  in  each  department  are  less  thao 
in  1852,  giving  increase  with  prodts  of  $218,762,- 

78.  .j.       .  ^    ,  : 

Wc  leani  that  the  Managers  have  declared  d!- 
vidends  ot"  3)^  per  cent,  on  the  Preferred,  and  4 
percent,  ou  the  common  stock,  making  7  per 
cent,  on  each  for  the  year,  leaving  a  snrplns  of 
552,162  80. 

The.  sinking  funds  give  a  fund  for  distribntlo* 
in  common  stock  of  one  .ind  a  half  per  cent,  en 
both  stocks,  in  addition  to  the  cash  dividends  and 
loans  or  snrplns  of  SI  ,075  29  for  (he  preferred  and 
543,094  97  for  tlie  common  stock  for  future  divi- 
aioD. 

Tlie  lolloM-ing  statement  will  show  the  earnings 
of  the  Baltimore  and  Ohio  Railroad  by  months  for 
the  year  just,  closed  : — 

1863.  Main  «t«m. 

Jauuarv 101,81'J  49 

Februarv 99,017  27 

March 216  2C7  37 

April 200,219  5'.* 

Mav 204,950  01 

June 1^9,967  61 

Julv 164.140  42 

August 217,011  39 

September 239.300  41 

October 257 ,876  96 

November 206,273  5." 

December 294,066  76 


87,421j      44,260. 


70 
80 


147  |2,000,000|  1,600,000 

95 
135  !3,027,000j      408,200 

46    1 

61  : 

60  2,100,000,     SOO.OOOj  2,659,653 

In  prog. 


2,903,7561    194,4291    123,306|  6       86 
1,317,140 i....|  92§ 


3,655,000! 
2,000.000!. 


777,798 


483.454J 


321,7931    200,967 


810,000 


660,000 


926,000  Recently  iopened. 
In  prog.     ! 


In  prog.     I 
2,634,157 


60 


40 
20 
86  j 

81  i 

37    

84  ,2,870,784 

...i    900,000    1,000,0001  1,865,000 i !....|....  ^ March 


12 


124 

80' 


106 
72 
80 


526,746:    314,6701  10  !ll3 


W*.sh'ton  Br 

27,529  10 
29,847  86 
54,168  02 
32,527  47 
82,318  6« 
30,042  84 
27,170  86 
29.197  77 
31,729  08 
82,291  28 
27,768  26 
28,097  61 


ToUl 2.48O.910  71 

The  receipt*  in 
1863  were...  ... 1,511,732  62 


383,272  59 
356,697  62 


Increase 958,178  49  26,676  97 

The  revenue  for  December  \ra*<  as  follows 

Main  stem.        Wasli.  Br.         Totals, 
Passengers  8838,531  31     >20,]40  35    S58,671  ^ 
Freight 255,536  4^^-         7,V57  26     268,492  71 


S294,066  76    S28,097  61  5822,164  87 
The  rcceiptisof  the  above   road   for   December. 
1862,  were — 

Main  St»m— 133,863,       Wasbt  11  Branch— 26,782. 
The  folloiving  is  a  comparative  statement  of  re- 
ceipts and  expenditures  of  the  Pennsylvania  Rail- 
n)ad  for  the  vears  1862  and  1^58 


167   2,387,200j  1,767,00ft!  4,110,148 
67     1 iln  prog. 


640,618;    113,401!... 


44 

64 
31 


95 
90 

I i         ••  i j....'  87 

1,760,700;  2,450,000 Recently!oi»ened.    | . . . .  j 

I In  prog.      j ;....i.... 

760,000!     300,000!         "          llecentlv  opened,  j....;.... 
1,092,137      119,500!  1,257,714  Recently  j    135,363   15    116 
In  prog.     ,   237,506; j....'.... 

I      "       i ...:j....'  90 

j         "  jopened.    '  ...|U6 

"         Recently! l.-..jl66 

iln  prog.     ; ] j....;  77 

opened.     ,  82 

760,000i  2,400,000|   516,414'    268,076   10     70 


RKCKiPTS. 

Months.  1852. 

January £-87,220  54 

February 155,598  64 

244,467  63 
206,411  21 


131 

83 
90 

62 

88  11,660,000; 


Apri 

May 163,6.34  06 

June 126,024  80 

.Julv 122,127  K9 

August 163,769  61 

September 174,316  69 

October 160,046  69 

November 14.3,U»0  94 

December 217,121  72 


1868 

3288,586  26 
:;484,46I  49 
•".10,966  82 
270,126  62 
195.072  90 
156,973  69 
167,244  90 
236.493  19 
260.036  76 
246,058  80 
246,145  38 
250,000  00 


TolJil SI  .943,^27  81  52,846,110  16 


40  i !ln  prog. 

72  I  632,387;   663,100|  1,353,019 

{35'  |2,46o*,66b|  *4,"6oo",66c'  '4,000,006: 
...J I : 

92  !l, 932:861 1      500,000Tn  prog,     i 


106,9441      71,446,  4 


.66 
|108 


Receipts  for  1852 SI  ,943,827  81 

Expenses ".    1,329,384  86 


Net  profits,  1862.. : fi614,442  96 


^^.,.        ^  „  _,,_,__         .  473,648;    286,162..., 

Michigan  Southern Mich.'816   2,800,0001  2,620,000   6,430,246    592,187:    293,046..., 

Michigan  Centra] "      282   4,866,700  8,977,663,  8,618,506 1,146,698;    682.816     8 

'^■ciflc Mo.  '  88  jl,000,000;     none.    jIn  progres  Recently/  opened.  ]....;....  Ilncrease  of  profits  over  1862 S631,667  » 


136 
'122 
126 
,  99 


j  Receipts  for  1853 £2,846,110  16 

Expenses \ 1,700,000  00 


Net  profits,  1868 »1 .146,110  16 


•!■ 


i 


AMERICAN    RAItiROAD    JOCRNAL. 


J. 


TLe  following  is  a  compHratire  statement  of  the 
AamiDgs  of  the  Bria  railroad  for  the  years  1852 
and  1853. 


1852. 

January 0171,400 

lebruary 201,300 

March 251,100 

April 320,895 

May 869,285 

hOM 812,300 

July 301,800 

August 813,600 

September 375,100 

October 876,838 

November 348,162 

Pecomber 352,138 


1868. 
S263,898 
287,011 
363,837 
412,288 
350,142 
336,018 
318,182 
410,671 
516,019 
552,996 
603,327 
415,402 


Total $3,693,919      $4,729,290 

Increase $1,036,301 

The  comparative  receipt*  of  the  New  York 
Central  Railroad  for  the  past  five  mouths  have 
been  aa  anntxed : 

1853. 

August $488,195 

Bepiemb«r 562,752  29 

October 655,945  34 

November 460,821 

Dc'ccmber 420,025 


44 


66 
39 


1862. 

$374,075  94 

438,674  97 

416,641  17 

361,889  35 

357,717  21 


Total $2,487,740  17  $1,948,888  69 

Increase $538,841  ^^ 

The  deposits  of  Gold  at  the  Philadelphia  Mint 
in  December  were  $4,445,000,  against  $3,336,981 
in  December  of  last  year.  The  tabic  for  the  year 
is  as  follows : 

SOLD   naPOSITKD    AT    THB    PHILADELPHIA    MINT. 


1852. 

January $4,161,688 

February 3,010,222 

March 3,892,156 

April 3,091,037 

M»y 4,846,578 

Jane 6,689,474 

July 4,193,880 

August 2,671,663 

September 4.253,687 

October 4,140,069 

November 7,279.941 

December 8,336,931 


1853. 
$4,962,962 
3,518,523 
7,533,752 
4,766,000 
4,426,000 
4,545,179 
3,605,531 
4,612,000 
3,027,802 
4,452,000 
3,f)60,000 
4,415,000 


Total $51,066,276  $63,373,552 

The  coinage  for  the  month  of  December  was : — 


Pieces. 

Gold 471,674 

Silver 9,401,810 

Copper 1,668.403 

Th«  total  coinage  for  the  year 
fc)w» : 

Pieces. 

€k)ld 7,263,176 

Silver 65,751,068 

Copper 6,770,825 


Amouat. 

$4,291,133  60 

914,260  00 

15,498  46 

1853  is  as  fol- 

Amount. 

$51,888,882  60 

7,852,571  00 

67,059  78 


Total 69,775,469    So9,808,513  28 

The  Gold  deposits  at  the  Branch  Minta,  daring 
•he  year  1863,  up  to  December  1,  were — 

Dahlonega $405,246  29 

Charlotte 112,095  84 

New  Orleans 1,767,546  13 


Total $2,284,888  26 

The  whole  deposits  of  Gold  at  all  the  Mints,  du- 
ring the  year,  with  the  exception  of  the  Branch 
Mints  in  December,  are  355,658,491.  Of  thi^ 
about  $30,000,000  have  been  taken  out  of  the 
oonntry,  leaving  about  $25,000,000,  The  total 
deposits  of  Gold  at  all  tht  Mints  ciooe  the  discove- 
ry  of  Califbraia  dold,  U  about  $213,000,000. 
fbe  r.i>>joia»4  JUilfOAd  Comp»ni«*  p»ld  «»  tU 


first  day  of  January  semi-annual  Dividunts  aa  fol- 
lows : — 

PER  CBNT. 

Fall  River,         4 
Bost.  &  Wor.    3i 
Wor.  &Nash.  2  J 
Bo8t&  Lowell   3 
Bost.  &  Maine  4 
Bost.  &.Prov.    3J 
Cheshire  (prer)2 
Concord  4 

Eastern  3 

Fitchburgh  3 
Nash.  «fc  Lowell  4 
Reading  4 

Rutl'd.  (pref)4 
Vt.  &  Canada.  4 
Naugatuck        4 
Morris  &  Essex  3| 
For  the  year. 


PER  CENT. 

*New  York  Central,  6 
Harlem  (Preferred)  4 
l3ellefon.  &  Indiana  4 
[ndianap.  <&  Belle.  4 
rcrr«  Haute  &  India.  4 
Little  Miami  5 

Ohio  &  Pennsvlva.  4 
Columb.  &  Xeina  6 
Michigan  Southern  10 
f-Michigan  Central  8 
Man..  &  Lawrence  3} 
Northern  2* 

Norw'ch.  &  Worc'str.  2 
Port.  &  Portsmouth  3 
Phila.  Wilm.  &  Bait.  3 
Danbury  &,  Norwalk  3 
*For  nine  months. 


The  Steubenvllle  anil  luUlana  Railroad. 

This  road  is  completed  and  in  operation,  from 
Steubcnviile  to  Port  Union,  21  miles.  By  the  first 
of  February,  21  miles  more  will  bo  in  operation. 
The  whole  line  to  Newark,  117  miles,  will  be  cora- 
I)Ieted  during  the  year,  a.s  the  work  of  graduation 
is  well  advanced  and  the  iron  mostly  on  the 
ground. 

Correetlout 

l^"  In  our  list  of  railroads  published  last  week, 
we  omitted  the  Indianapolis  and  Cincinnati  R.  R., 
which  is  in  oix>ration,  and  90  miles  long.  The 
length  of  line  of  the  New  Albany  and  Salem  Road 
opened  is  263  miles  instead  of  191.  These  addi- 
tions would  make  the  number  of  miles  of  railroad 
in  operation  in  Indiana  1134,  instead  of  934;  and 
15,663  in  the  United  States,  instead  of  16,611,  as 
given  in  our  tables. 

Railroad  Equipment  out  of  KinpIoy« 

Since  the  extension  of  the  broad  gauge  of  the 
Ifew  York  and  Eric  Railroad  into  Jersey  City,  a 
considerable  equipment  of  cars  and  engines  form- 
erly running  on  the  4  feet  10  inch  gauge,  from 
.Jersey  City  to  Ramapo,  has  been  thrown  out  of 
use.  Among  these  we  notice  one  large  first  class 
outside  connected  engine,  with  16  by  20  inch  cyl- 
inders and  six  feet  wheels ;  two  lighter  inside  con- 
nected engines  with  six  feet  drivers,  besides  a  num- 
ber of  smaller  engines,  there  being,  we  believe, 
eigLt  in  all.  Most  of  these  engines  are  of  Rogers, 
Ketchum  and  Grosvenor's  make,  and  have  been  in 
use  but  a  few  years,  a  good  share  being  compara- 
tively new.  We  believe  the  present  is  a  good  op- 
portunity for  western  roads  of  the  same  gauge  to 
supply  themselves  with  a  good  class  of  engines  at 
a  moderate  price.  An  advertisment  of  this  equip- 
ment will  be  found  in  our  advertising  columns. 

nadiaon,  IndlanapolU  and    P«ra    Railroad. 

The  stockholders  of  the  Madison  and  Indianapo- 
lis, and  the  Peru  and  Indianapolis  railroads  have 
consolidated  their  lines,  to  take  efiect  on  the  first 
day  of  January  iust.,  under  the  name  of  the 
"  Madison,  Indianapolis  and  Poru  Railroad  Com- 
pany." Th«  measure  has  been  carefully  consid- 
ered, and  it  is  not  doubted  that  its  effect  will  be 
largely  to  promote  the  interests  of  all  concerned. 
The  Bew  Road  extends  from  Madison,  on  the 
Ohio  River,  to  Peru,  Ind.,  a  very  important  port 
on  the  Wabash  and  Erie  Canal,  a  distance  of  159 
miles,  passing  through  out  of  the  best  por- 
tions of  the  State  of  Indiana.  At  Peru  it  will 
conn««t  with  the  WabAsh  y*Il«y  road,  now  being 
(K>iMtrti«t«d  from  t'-Mo.  OhUt,  s^  tO^  htitti  of 


Lake  Erie,  to  Lafayette,  Indiana,  and  also  with  a 
line  from  Cincinnati  to  Chicago,  which  crossM  at 
Peru  and  is  now  under  construction.  ' 


Colanibna  and    Xenlo  Railroad. 

The  following  statement  will  show  the  opera- 
tions of  this  road  for  the  past  year. 
Capital  stock  to  provide  a  divi-      | 

dend $1,291,000 

Gross  earnings,  Dec.  1,  1852,  to 

Nov.  80,1853 $317,000 

40  per  cent  expenses 126,800 

ToUl ...$190'200 

10  per  cent,  deprecia  fund 31,700-$158,600 

Dividend  and  interest  in  Juno.  $73,300 
Dividend  in  December 64,600 — 137,800 


Leaving  surplus  for  1853 . 
The  surplus  in  1852 


$20,700 
17,600 


Surplus,  after  providing  for  de- 

pre'nroad ^  $38,300 

The  debt  of  the  road  is  less  than  S300,000. 
Two  semi-annual  dividends  of  5  per  cent,  each 

have  been  paid. 

Taxable  Property    lu  Ohio. 

The  total  vapiation  of  tho  taxable  real  property 
of  Ohio,  according  to  the  Assessors'  list  for  1853, 
is  $606,961,835 

1846 321,496,772 


Increase $229,593,520 

The  number  of  ecres  taxed  ir  24,811,855  ;  value 
$382,725,323.  Tho  above  does  not  include  lots  in 
towns  and  cities.  The  number  of  domestic  ani- 
mals taxed  is:  Horses.  674,844;  Mules,  3,026, 
Cattle,  1,506,563;  Sheep,  3,773,269;  Hogs,  2,341,- 
502.  Aggregate  value,  $53,680,231.  The  wheat 
crop  was —  •     ! 

Date.  Average  per  acre. 

1850 17.3 

3851 16.2 

1862 14.1  , 

The  com  crop  was —  ' 

Date.  Avsrage  per  acre. 


ToUl. 

23,769,130' 

25,809,225 

22,962,774 


1850. 
1861. 
1852. 


,36.8 
.36  7 
.  33.6 


Toul. 

6G,bl9,608 

61,171,282 

52,165,517 


Presentation. 

William  Parker,  Esq.,  late  General  Superinten- 
dent of  the  Baltimore  and  Oliio  Railroad,  has  been 
made  the  recipient  of  several  handsome  presents 
from  his  late  employees  as  testimonials  of  their 
respect  and  esteem.  These  consist  of  a  silver  tea 
set  service,  valued  at  SIOOO ;  a  gold  watch,  valued 
at  $226, 'a  gol(^head  cane,  and  a  gold  pen  and  pen- 
cil. Mr.  Parker  has  been  appointed  Superinten- 
dent of  the  Boston  and  Lowell  Railroad,  and  en- 
ters soon  fipon  his  new  field  of  labors. 

liooomotlvc  Factory  In  Rlilwaukec* 

We  learn  that  the  "Menomonee  Maciiine  Shop" 
of  Milwaukee  has  built  several  locomotives,  most 
of  which  are  in  use  on  tho  Milwaukee  and  Mi&- 
sissippi  Railroad.  The  neuclci  of  several  largo 
establishments  for  the  manufacture  of  locomotives 
are  already  established  in  the  West.  Cincinnati, 
Louisville,  Nashville, Covington,  Zanesville,  Cleve- 
land, Chiv^'ago,  St.  Louis,  and  Milwaukee  arc  al- 
ready occupied  points ;  while  Detroit  and  Pitts- 
burgh, and  perhaps  Indianapolis,  will  soon  have 
large  and  produciive  capitals  invested  in  this  bu- 
sinew.  We  learn  that  Hyde's  works  in  Detroit  ar« 
ftl^roacbiof  cotsploiior:,  and  that,  (irobably,  dur- 
lag  \M  present  year,  tbe;^  wUi  be  iu  op«raiioo 
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Aeorgia  C«ii(r«l  Rnilro»il  anil  BanklnjK  Cu* 

The  Fecent  report  of  the  Board  of  Directors  ol 
the  above  Company  shows  the  following  exhibit 
of  the  business  and  rinancial  condition  of  their 
work  for  the  year  ending  November  30th,  1863. 
The  entire  cash  paymenta  on  account  of  earnings 
of  Bank  and  Road  for  the  year,  have  been  as 
follows,  to- wit: 

From  Road 8910,906  82 

From  Bank 75,1G7  02 


•v  .  •'■■"'  -■■■'■■    '        S986,073  84 
And  the  entire  cash  payments,  thereout,  have  been 
as  follows : 

Current  R.   R.  Expendi- 
tures  S407,733  64 

Current  Bank  Expenses..      13,805  24 

For  Interest 28,927  83 

For  Dividends,    (rate    8 

per  cent.) 279,869  50 

$730,335  71 


Leaviiig  ,»  ,>.ur|»lH3  '.f $255,738  13 

And  this  surplus  h.ts  b'x-n  diipcsed  of  as  follows, 

viz  : 
Carried  to  cost  of  R.  R. . .  $20tl,000  00 
CanividtoRcsv-TveviFund     55,738  13 

-$255,738  18 


The  amount  at  credit  of  reserved  fund 

this  day  is $322,398  95 

There  lias  been  paid  into  Bank  from 

earnings  of  the  road  (o  30th  Nov., 

1853,  the  sum  of S.-850,339  83 

Leaving  uncollected  66,742  51 


.  S917,082  34 

This  Company  has  had  charge  of  the  Eatonton 
Railroad  since  tlie  tirst  day  of  April,  1853,  at  an 
annual  rent  of  S14,000. 

They  have  &ho  had  charge  of  the  Milledgeville 
and  Gordon  Railroad  since  1st  April,  1853,  at  a 
like  annual  rent  of  S'14,000.  No  payment  has 
yet  been  made  on  account  of  the  hire  of  these 
roads. 

The  charge  of  the  Augusta  and  Waynesboro' 
Railroad,  has  been  continued,  tiiking  the  portion  of 
the  road  finished  between  Waynesboro'  and  Green's 
cut,  without  any  additional  charge  of  hire  for  it. 
The  annual  hire,  whi«h,  by  agreement,  is  to  be 
paid  for  the  Augusta  and  Waynesboro',  is  at  the 
rate  ol  S18,000  per  annum,  until  the  road  shall  be 
opened  to  Augusta.  When  the  road  ia  entirely 
finished  sevenjper  cent,  is  to  bo  paid  on  the  cost  of 
it  until  the  first  day  of  January,  1866,  when  the 
agreement  of  leas*  ends. 

The  hire  of  these  roads  to  be  paid  within  the 
ensuing  six  months,  will  be  S46,000. 

The  cuirent  exi)en8es  of  the  road  daring  the 
year,  are  exhibited  under  the  appropriate  heads, 
as  follows : 

Maintenance  of  way S124,711  58 

Maintenance  of  machinery  and  mo- 
tive power,  including  oil  and  fuel.   108,707  10" 

Maintenance  of  cars,  including  &11 
material  and  labor  on  cars,  oil  and 
tallow  for  same,  and  salary  of 
Master  Carpenter 39,309  77 

Transiwrtation  expenses,  including 
wages  of  conductors,  train  hands, 
labor  at  depots,  agents,  clerks, 
damage,  iK>rtage,  salarvof  superr- 
irile.ident,  &c '. 126,§24  61 

Incidcnul  ex|>en.ve5,  including  print- 
ing, advertising,  fcUlioncry,  and  all 
other  exi>onse«  not  included  under 
oiiivv  beads 8,180  68 


Statement  of  the  FiaAncial  Condition  of  the  Com- 
pany on  the  6th  December  1853. 

KESOURCES  AND  PROPBRTV. 

Railroad  and  Appurtenances .3^3,165,879  00 

Notes  and  Bills  Discounted  aud  Bills 

Receivable 562,611  86 

Due  by  other  Banks 69,077  83 

„    „  Agents  and  other  Companies        66,198  55 

Stock  iu  other  Companies 501,300  Oi) 

Banking    House     and    other     Real 

Estate 10,690  40 

Specie $88,192  11 

Notes  of  other  Banks . . .   16,606 

99.698  11 


S4,771,455  75 


Xutal , 


>SI07,7SS«# 


LIABILITieM. 

Capital  Stock ; 

Bonds  duo  by  the  Com{)auy 

Bank  notes  in  circulation 

Suspense  account 

Due  other  Banks  and  C<)mi)anics. .  . 

Individual  Deposites 

Unclaimed  Diridends 

Dividends  declared  this  day 

Railroad  Earnings  since  1st  Decern 

ber,  1863 

Balance  being  Reserved  Fund 


S3,500,000  00 

418,187  09 

214,018  00 

8,915  19 

^5,800  27 

102,883  33 

18,940  29 

139,941  00 

371  72 

322,398  95 


$1,771,455  75 


Sangatuck    Iraa    MTorkt— New  Car  Wkecl, 
etc. 

We  recently  made  an  agreeable  visit  to  the 
above  works,  which  are  the  property  of  Messrs. 
Miller  and  Williamson,  and  aro  situated  at  the 
Westport  Station  of  the  New  York  and  New  Ha 
ven  Railroad,  47  miles  from  New  York. 

Messrs.  Miller  and  Williamson,  whose  works  are 
represented  in  New  York  by  Messrs.  Clark  and 
Jesup,  of  38  Exchange  Place,  have  been  establish- 
ed at  Westport  for  about  three  years,  during  which 
time  they  have  turned  their  attention  to  the  pro 
duction  of  a  superior  class  of  railroad  equipments, 
and  materials  for  railroad  superstruction.  Their 
works  are  situated  beside  the  railroad,  and  upon 
the  west  bank  of  the  Saugatuck  river,  from  which 
full  cargoes  may  be  received  or  shipped  in  any  di 
rection.  "  .'.  ' 

The  articles  made  are  railroad  Wheels  and 
Axles,  Trucks,  Chairs,  Switches  and  Frogs ;  Screw 
Presses,  Screw  Cutters  and  Drills  for  Repair 
Shops,  Jack  Screws,  Hoisting  Blocks,  and  a  vari- 
ety of  other  parts  of  railroad  work.  In  all  of  these 
the  very  best  materials  and  workmanship  are  em- 
ployed. In  most  of  these,  improvements  of  a  de- 
cided character  are  introduced.  Mr.  Miller  has 
the  advantage  of  long  experience  in  building 
roads,  from  which  he  has  learned  the  v*lue  of 
thorough  work,  and  he  has  spared  no  trouble  or 
expense  in  giving  bia  work  a  character  for  the 
best  qualities. 

For  two  years  Mr.  Miller  and  his  partner  have 
given  their  best  efforts  to  the  production  of  a  per- 
fect Car  Wheel.  Satisfied  that  the  form  of  the 
wheel,  for  which  so  many  patents  are  granted,  was 
of  less  importance  than  the  combination  and  char- 
acter of  Iron,  they  have  experimented  continually, 
with  diflferent  varieties,  until  they  have  reached 
their  object.  Their  wheel,  but  lately  perfected, 
and  the  result  of  tw^o  years'  constant  apd  costly 
experiment,  is  of  the  "  single  plate  "  form,  similar 
to  that  of  the  Brandon  wheel,  except  that  it  is 
better  stiffened,  and  is  cast  from  an  ascertained 
combination  of  several  of  the  best  varieties  of 
Iroa.  It  is  well  Isuowq  that  furnaco  mAsters  are 
•QAbM  t«  iM^4V«  tltdr  \KU  bf  mmngi  <"^  ^^ 


value  of  this  mi-thod  of  wo-'kiug  is  well  shown  in 
the  rcpcate<l  and  successful  tests  to  which  Messrs. 
Miller  and  WiUiamson  a  wheels  have  beca  expos- 
ed. <     ■■' 

Quit/;  recently  a  trial  was  made  on  Capitol 
Square,  before  the  States  House,  at  Richmond, 
Virginia,  by  invitation  of  the  Virginia  Board  of 
Public  Works,  at  which  these  wheels  were  enter- 
ed jigainst  a  large  number  of  others  from  the  most 
celebrated  foundries  in  the  country.  The  wheels 
were  submitted  to  the  test  of  blows  struck  with 
sixteen-pound  sledges,  in  the  hands  of  stout  labo- 
rers. The  result  of  these  trials  was  that  Messrs. 
Miller  aud  Williams-  u's  improved  Wheel  stood 
176  blows  on  the  dise,wilhoutany  si{;ns  »f fracture. 
88  blows  were  afterwards  struck  with  the  sledge 
on  the  flange,  before  an  impres.sion  was  made,  and 
then  ihefiansic  only  brok<',  taking  with  it  no  part 
of  the  tread.  The  best  re^su!ts  iu  testing  the  other 
wheels  were  only  80  blows  on  the  disc  of  the  wheel , 
at  which  point  fracturo  commenced.  The  combi- 
nation of  Iron  of  the  F.iugatuck  wheels  was  regar- 
ded the  bfxt  put  int'>  any  wheel. 

The  trial  was  fairly  made,  and  in  every  respect 
sati.-sfaclory  to  the  Board  of  Public  Works,  and  to 
the  large  numl>er  of  Engineers  and  railroad  men 
present. 

Mr.  Miller  has  i)erfeLted  his  frog  patterns, giving 
ea.sy  entrance  and  clearance  for  the  wheels,  and 
has  ahvays  shod  his  frogs  in  the  most  secure  m.in- 
ner  with  thel>e«t  cail  steel,  equal  in  quality  to 
that  used  for  cutting  tools.  The  New  York  and 
New  Haven  road  has  been  supplied  entirely  with 
these  frogs  for  the  last  three  years,  upwards  of 
two  hn tidied  having  been  put  down,  out  of  which 
but  two  hare  been  broken,  whereas  one  a  vetk 
was  broken  before.  The  Harlem  road  have  adop- 
ted these  frogs  with  equal  success. 

There  is  also  made  a  peculiarly  well-fitted,  sim- 
ple and  secure  switch,  vjith  substantial  cast  iron 
base  aud  conspicuous  target.  The  fasl^^in^  of 
this  switch  is  simplo-imd  secure,  ;uid  is  one  of  ita 
best  features.  It  was  designed  by  Mr.  Van  Blar- 
comb,  the  master  of  machinery  of  the  Housaton- 
ic  and  the  Naugatuck  Railroads. 

A  strong  and  elegant  screw  press,  for  forcing 
car  wheels  on  and  off  the  axles,  the  screw  of  best 
iron,  running  in  a  large  brass  nut ,  the  whole  ope- 
rated either  by  hand  or  by  po.ver;  a  simple  and 
well  made  screw  cutter,  and  a  wall  drill,  are 
among  the  machinery  built  for  the  use  of  repair 
shops. 

Jack  Screws  are  also  made  from  the  best  Eng- 
lish refined  iron,  the  inner  surface  of  the  socket 
and  the  end  of  the  rest,  or  bearing  block,  being 
also  faced  with  hardened  stcv-l ;  a  good  improve- 
ment, and  one  by  which  the  wear  and  the  tendetw 
cy  to  "  bind"  is  materially  reduced. 

We  noticed  some  brass  Hoisting  Blocks,  of  fine 
workmanship,  in  construction  to  till  an  order  from 
the  West  Indies.  .■.''-- 

The  castings  made  at  these  works,  besides  "being 
of  the  strongest  iron,  have  a  beautiful  surface. 
From  200  to  300  tons  of  the  framing  of  the  New 
York  CrysUl  Palace  were  furnished  from  the  Sau- 
gatuck works.  Ei-fnj  one  of  these  castings  stood 
the  full  test  to  which  all  wcr*^  subjected  by  the 
builders  of  the  palace,  a  result  by  no  means  reali- 
zed with  all  the  iron  work  furniehed  from  other 
quarters. 


■IJ:. 


2H 


AMERICAN    RAILROAD    JOURNAL. 


Works  are  supplied  by  llie  Agents,  Messrs.  Clark 
and  Jesnp,  of  88  Exchange  Place,  New  York,  who 
tin  also  general  commission  and  supply  agents 
for  all  descriptions  of  railroad  superstructure  and 
equipment?.  Z-  t. 


Texas*  ';•'.-: 
mcREAsc  or  taxable  property. 
The  taxable  property  throughout  the  State  of 
Texas  has  jncn»ased  in  value  for  the  last  eight 
years,  bnt  more  especially  for  the  paat  three  years*. 
The  locreaee  in  this  period  has  been  at  a  rate  sel- 
dom known,  being  almost  one  hundred  per  cent., 
affording  unmistakable  evidence  of  the  prosperity 
and  growth  of  the  country.     The   following  Ublo 

f (resents  the  aggregate  property  for  each  of  the 
ast  eight  consecutive  years,  commencing  wiib 
1846  and  terminating  with  1853,  with  the  increase 
per  cent,  for  each  year. 


Aggregate 

Increase 

Year. 

Taxable 

Taxable 

Iiicrease. 

Property. 

Property. 

1846.. 

34,391,175 

1847.. 

....37,6t>8,o06 

;!,171,33b 

8  1-2 

1848.. 

....43,^^12,537 

6,250,032 

16  2-8 

1849.. 

..    .46,241,589 

2,429,062 

6  1-2 

I860.. 

..  ..61,814,616 

5,673,026 

12  2-6 

1861.. 

....69,739,681 

17,924,966 

83  1-3 

1862.. 

....80,754,094 

11,014,618 

16  1-2 

1868 

.    ..99,156,114 

18,401,020 

28 

Jonroul    of  RatlraocI  I^avc. 

Ntl.SANCr.S. 

The  Supreme  Court  of  Pennsylvania  has  coax- 
iaglj  hinted  to  tiie  Erie  rioters,  that "  by  destroy- 
ing the  Western  end  of  the  Franklin  Canal  Com- 
pany's railroad,  they  may  be  doing  wanton  mis- 
chief, even  if  the  road  should  be  on  the  whole  ul- 
timately adjudged  to  be  a  nuisance."  That  Court, 
and  also  Judge  Irwin  of  the  Circuit  Court  of  the 
United  States,  have  severally  enjoined  the  rioters 
against  any  further  outrages,  whatever,  until  the 
filial  ducisiun  of  the  question  in  controversy,  and 
(be  United  Stat3s  Marshal  is  ordered  to  take  tem- 
porary charge  of  the  road  in  question.  On  the 
7th  instaht  appeared  Governor  Biglcr's  proclama- 
tion, rather  feebly  enjoining  obedience  to  the  man- 
dates of  the  Courts,  ^vhich  it  seems  Erie  and  Har- 
bor Creek  arc  disponed  to  resist,  on  the  pretence 
that  the  subjoined  road  is  a  nuisance.  What  is  a 
public  nuisance  1 

Such  a  nuisance  is  the  doing  a  thing  to  the  an- 
noyance of  the  public  or  the  neglocting  to  do'vhat 
the  common  good  requires  But  the  annoyance 
orneglect  must  be  of  a  real  and  substantial  cbar- 
acter;  fears,  imagination,  speculation,  cannot  cre- 
ate a  naisance.  To  establish  any  thing  to  be  a 
public  nuisance  furfs  must  h^  proilnced  sufficient 
lo  satisfy  a  jury  that  the  public  good  has  actuary 
received  detriment  from  the  .alleged  nuisance 

But  will  an  inconsiderable  pecuniary  privation 
sustained  by  a  few  individuals,  ccustitute  sucli 
public  detriment  1 

If  it  will,  then  no  new  roads  competing  wilh  .t).] 
ones  should  ever  be  built,  and  old  roads  should 
seldom  be  repaired,  for  thereby  travelling  will  be 
•xpedited,  and  the  profits  of  certain  Inn-kfv:  |>..i ,, 
may  be,  diminished. 

It  is  well  esublished  that  any  one  may  pull 
down  or  otherwise  destroy  an  actual  common  nui- 
sance- But  the  aggrieved  party,  must  like  Shy- 
lock,  take  "  the  pound  of  flesh  ard  nothing  mor"  " 
He  mxist  only  abate  so  much  of  the  thing  a.'^  makes 
it  a  nuisance.  No  more  damiige  uanst  he  done 
than  is  legitimately  nece^fiary  for  abating  the  nui- 


sance. The  destruction  of  a  house  iu  whicii  disor* 
derly  persons  assemble  for  unlawful  purposes,  can- 
not be  jiiRtiHod  ;«  the  abatement  of  a  nuisance  ; 
nor  ca  1  an  a.<isanlt  upon  one  who  resists  the  des- 
truction of  his  property  for  such  a  cause,  bo  justi- 
fied ;  for  it  is  not  the  house,  but  the  disorderly  ron- 
diut  permitted  in  it,  that  constitutes  the  nuisance. 
Two  wrongs  do  not  make  a  right.  The  foregoing 
principles  are  sustained  in  Hart  tl  aZ.  vs.  the  Mayor 
of  Albany,  9  Wend.  671.  Goksvs.  BHncoe,  2  Dana 

158.  Grav  vs.  Ay  res  7  Daria  376. 

/ 

THC     BROADWAT    RAlLUOAD     CASE THE    TEOPLfe     ON 

THE  RELATION    OF  niVls    ,1ND  AN'OTHER  VS.  OSCAR 
W.    STCRT»V\NT. 

This  hardly  fought  ca«<p  was  finally  decided  by 
the  Court  of  Appeals,  on  the  31st  ult.,  in  accord- 
ance with  the  previous  decisions  of  the  Courts  be- 
low. By  the  following  forcible  arguments  does 
Judge  Johnson  a.''sail  the  main  Ibrtress  of  Mr. 
Sturtevant,  to  wit : — that  in  authorizing  the  con- 
struction of  the  railroad,  ho  and  his  brethren,  had 
only  acted  hgislatirely,  and  were  therefore  not 
amenable  to  tho  Courts. 

"  A  satisfactory  answer  to  this  position  is,  that 
t/ur  act  in  question  in  this  case,  icas  not  in  any  just 
sense,  an  act  even  of  municipal  legislation.  It  is 
true  that  it  took  tho  form  of  a  resolution,  but  in 
subsunce  was  a  grant  upon  condition  ;  and  even 
if  immunity  belongs  to  municipal  legislation,  it 
cannot  be  tha".  by  giving  to  an  act  not  legislative, 
the  form  of  an  ordinance  or  resolution,  the  juris- 
diction of  the  Courts  can  be  defeated.  Should  it 
even  be  conceded  that  the  resolution  in  question 
was  partly  legislative  in  its  character,  another 
part  was  most  clearly  a  matter  ol  agreement  or 
grant  The  latter,  it  was  within  the  jurisdiction 
of  the  Court  to  prohibit,  so  far  as  its  prohibition 
would  be  operative.  And  if  the  Common  Council 
were  still  desirous  of  exercising  their  legislative 
functions  upon  the  subject,  it  behooved  them  to 
see  to  it,  that  they  made  a  complete  separation  of 
the  legislative  part  of  the  resolution  from  the  resi- 
due. Making' a  grant,  is  iu  its  own  nature,  not  a 
legislative  act.  It  is  such  an  act  as  it  has  always 
been  iu  the  power  of  any  Court  possessing  equity 
jurisdiction,  to  prohibit  by  injunction-  A  Corpo- 
ration, municipal  o'- private,  is  capable  of  being  i 
sued.  A":,  a  corporate  bo:ly  merely,  it  has  no  im- 
munities wiiich  set  it  beyoud  the  juiiediction  of 
the  Courts.  It  may  be  e.-ijoined  from  making  a 
grant,  just  as  it  jnjiy  be  ordered  to  make  one. 
And,  as  in  the  latter  case  it.  would  bvj  no  answer 
to  the  Coui  t  whieii  ordered  a  grant  to  ba  made,  to 
Nay  that  t^  obey  required  legislative  action,  and  i 
that  the  order  was  tht.reforo  bayond  its  juri.sdic- 
tioii,  so  1  apprehend,  that  in  the  former  case,  the 
answer  ij; rounded  on  the  same  position  is  equally 
insufficient,  wiii;n  addressed  to  a  Court  which  has 
forbidden  a  grant." 

The  Judge  proceeded  to  say  in  substance  that 
wheil.'cr  U\>-  act  was  legislative  or  not,  the  qMSlion, 
of  its  character  was  a  legitimate  and  proper  oac 
f  >r  tlie  adjudication  of  the  Superior  Court.  Hence 
it  had  power  to  t.'mporarily  arrest  the  coiisninma- 
Lion  of  ihe  act,  until  it  should  determine  its  char- 
acter, arid  its  order  for  that  end  could  not  be 
deenied  void. 

The  question  as  to  the  character  of  the  act  of 
defendant  must  be  determined  by  a  judicial  tribu- 
nal, none  was  more  competent  to  determine  it 
than  that   to  which  it  was  presented,  and   the  de- 


cision of  such  tribunal  must  be  deemed  autbora- 
tive  until  reversed. 

TAXATION    OP    RAILROADS.    •       '    ' 

In  his  annual  report  the  State  Comptroller  ia- 
vokcs  the  action  of  tho  Legislature  in  order  to 
establish  some  uniform  rule  for  assessing  the  real 
estate  of  Railroad  Companies.  Farms  and  lots 
have  a  definite  market  value.  With  railroads  it  is 
not  so.  Hence  has  arisen  much  litigation  in  re. 
spect  to  Assessments.  Judge  Parker  holds,  that 
the  lands,  erections  and  fixtures  of  Railroad  Com- 
panies.must  be  appraissed  by  the  Assessors  like  the 
adjacent  property,  without  any  reference  to  the 
profits  of  the  road, — or  to  its  remaining  portion. 
But  this  decision  is  frequently  disregarded. 

Georgia. 

Afiisrosec  Railroad. — The  earnings  of  this  road 
from  J.inuary  1st.  1853,  to  November  80th,  1863, 

a  period  of  eleven  months,  were $59,599  3? 

and  the  current  expenses  for  the  same 

period  have  been S7,867  9r. 


Showing  nett  profits  to  30th  Nov..S21,731  44 
The  tabular  statements  of  receipts,  show  that 
these  profits  all  accrued  in  the  last  four  months, 
and  that  the  previous  seven  months  barely  cover 
ed  current  expense*,  due  to  the  fact,  that  a  con 
nectioj!  was  not  made  with  the  Southwestern 
Railroad  until  the  middle  of  May,  and  that  its  ir- 
fluence  on  the  business  was  not  sensibly  felt  untii 
late  in  July. 

Estimating  the  receipts  in  December  and  Janu- 
arj-  as  equal  to  those  m  November,  there  is  for 
receipts,  of  six  months,   from   JstAug.,  to  81st 

Jan.,  inclusive,  say S'55,750  0(' 

And  for  expenser.  of  same  period 20,760  00 


Showing  nett  profit.^-  for  six  months 

The    above  will   enable    to 
paj'  six   months   interest   on  , 

S175,'MiO  seven  per  cent,  bords  t 

issuetl .?6,12.1 

Also  six  months  interest  on 
S76,400  pn-ferred  stock,  guar-  | 

anteed   sevi-n   per    cent,   per 

annum 9,'^74 

Together  with   a  semi-au-         ; 
nual  dividend  of  554  i)er  share  ' 

on  S423,80<>  of  gwierid  stock.  16,06? 


.?-:36,00O  <)!• 


25,761  00 

■,    [.    ^ 

And  leave  a  surplus  in  hand  of ^'',2-19  CO 

This  result  being  Iwyond  reasonable  doubt  It  Is 
confidently  believed  that  the  above  named  divi- 
dend of  4  per  cent,  will  ba  pail  on  the  first  o^ 
Febrnarv  next. 


Orrnt  'Woatern  Kallwaj   of  Citoadn. 

On  Monday,  tho  IGth  inst.,  the  entire  lineofthij 
road,  from  the  Niagara  to  the  D^.'troit  rivers,  in  ex* 
pectcd  to  be  formally  opened.  S{)eaking  of  the 
connection  across  Niagara  River,  the  Rochester 
American  says :  -■  •  .,■ 

The  woik  on  the  Suspension  Bridge  is prbgress- 
ing.  The  stone  to.rers.^two  on  each  side,  are  douc, 
and  two  heavy  cables  connecting  thom  are  susp«n- 
ded  across  th"  river,  at  a  groat  height  above  the 
foot  bridge.  Thes*?  form  the  first  outlines  of  thf 
new  structure,  which  is  to  bear  the  Iron  way  from 
the  States  to  the  Canadas.  The  Railroad'  track 
will  be  some  21  feet  above  the  present  biidgc, 
which  is  is  to  be  used  as  a  foot  and  carriage  way. 
Two  tracks,  one  for  the  Central  and  the  other  for 
the  Great  West'jru  gacge,  wili  be  laid  upon  the 
bridge,  thus  aUviwing  the  ciiango  of  cars  to  b« 
made  on  either  side.  This  bridge  is  to  b  ;  opened 
in  Jnly  next.  Already  the  G.  W.  B.,  particularly 
during  the  Erie  troubles,  is  looked  to  as  the  route 
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betwen  the  East  aud  West,  and  tiavelloi-s  between 
these  two  sections  can  flud  no  bettor.  Passengers 
leaving  Rochester  at  7.30  A.  M.  by  the  Lockport 
Eoad  will  connect  at  th«  hridge  with  the  cars  on 
the  Q.  W.  R.,  and  returning  should  connect  at  tha 
bridge  wilh  the  train  reaching  there   about   half 

paste  P.  M.  

IndianapoMa  and  CiaclnnaU  Junction  R>  BI 

The  first  r«port  of  this  Compan)'  is  received. — 
Ih*  Junction  Railroad  was  originally  chart«r«d  to 
ran  from  Rushville,  Indiana,  to  Hamilton,  Ohio. 
Th«Obio  aud  Indianapolis  Company  was  charter- 
ed to  run  from  Ruahville  to  Indianapolis.  These 
two  companies  vvero  consolidated  in  April  1858, 
giving  a  continuous  route  between  Cincinnati  and 
Indianapolis,  byway  of  Hamilton,  Oxford,  Con- 
nersville  and  Rushville.  The  Country  traversed 
is  fertile,  and  the  seat  of  a  large  and  wealthy  popu- 
lation. The  route  is  direct  and  likely  to  become 
the  «hanDel  of  a  larg*  portion  of  th»  trade  and 
iravei  between  the  cities  of  Cincinoati  and  India- 
oapolis.         ■.  ■■'■     Vv"-;, -■■■  " 

The  entire  line  is  under  oontract  for  the  grading 
and  masonry.  The  bridges  on  the  second  division 
of  22,V^  miles  are  under  contract.  The  cross  ties 
for  79)^  miles  are  purchased. 

The  Ensineer's  estimate  of  the  cost  of  the  road 
for  98  miles,  from  Hamilton  to  Indianapolis,  is 
based  ui>on  the  contracts  issued,  adding  twenty  per 
cent,  for  increased  work  and  contingencies.  It  is 
in  all  S2,180,  159,  being  S21,736  per  mile,  equipp- 
ed aud  in  running  order. 

Amount  of  subscription  of  Cincinnati,  Hamilton 
and  Dayton  Railroad  Companyj  in  cash  and  bonds 

equal  thereto $160,000 

Subscriptions  by  contractors 246,624 

Individual  caijh  subscriptions 186,500 


S593,124 
Real  EsUte  «ub.  C.  H.  &  D.  R.  E.  Co..  40,000 

Other  Real  Estate  subscriptions 1 ,136,860 


Total  on  Dec.  17th,  1853 Sl,769,474 

Additional  subscriptions  are  making  daily,  by 
which  they  will  soon  reach  two  millions,  or 
nearly  the  estimated  cost  of  the  entire  road,  com- 
pleted and  in  running  order.  The  amount  of  work 
actually  performed  has  cost  $240,000,  which  has 
been  paid. 

Me«r  WorkM.  ' 

We  have  received  from  Messrs  Stringer  and 
Townsend  a  full  set  of  the  last  volume  of  their  ad- 
mirable republication  of  the  Glasgow  Practical 
Mechanics'  Journal.  This  work  is  one  of  the  old- 
est and  best  conducted  Journals  of  the  kind  in 
the  world.  It  embraces  the  range  of  engineering 
subjects,  including  reports  of  the  transactions  of 
the  scientific  bodies  of  England  and  Scotland,  ro- 
cords  of  patents,  etc.  We  generally  find  it  the 
medium  fjr  the  bast  descriptions  of  foreign  im- 
provements in  railways  and  railway  machinery 
Its  mechanical  execution,  including  its  abundant 
and  elaborate  illustrations,  is  of  the  best  order. 
Messrs.  Sti-inger  and  Towuseud  also  receive  the 
Practiod  Draughtsman's  Drawing  Book  of  Indus- 
trial design,  edited  by  the  editor  of  the  Practical 
Mechanics'  Journal  This  is  an  excellent  work, 
perspicuous  and  elementary  in  its  teachings  and 
embodying  also  much  useful,  philosophical,  and 
engineering  instruction.  It  is  abundantly  illustra- 
ted with  elaborate  steel  plates  of  engineering  and 
architactiiral  subjects,  and  forma  a  good  compAQo 
ion  to  tbB  MeoluQics' Jounul 


Saran  and    Mobile  Katlroad. 

Tho  charter  and  right  of  way  of  this  road  from 
the  Georgia  Sta^o  line  to  Mobile,  have  been  grant- 
ed bytho  legislature  of  Alabama.  The  condsiions 
of  the  charter  are  the  same  as  of  the  Savannali 
aud  Albany  road,  in  Georgia,  and  of  the  Girard 
road,  in  Alabama.  The  law  authorizes  a  connec- 
tion with  with  tl^  e  Girard  read,  if  such  shall  be 
desired ;  or  that  the  Savannah  and  Mobile  road 
shall  oross  the  Mobile  river  within  one  mile  of 
the  Girard  road,  the  depot  in  either  ca&e  being 
within  the  city  of  Mobile.  Authority  is  given  to 
un^te  with  the  Mobile  and  Ohio  road  at  such  point 
as  the  companies  may  agree  upon.  The  gapge  is 
to  be  the  same  as  that  of  the  Girard  road. 

A  branch  from  Albany,  through  Eufaula,  to 
Montgomery  Is  also  authrizdd ;  to  be  commenced 
within  two  years  and  completed  within  five  years 
from  the  passage  of  the  act ;  or  otherwise  to  be 
given  to  any  other  company  desirous  of  making 
the  connection. 

The  Albany  Patriot  says  the  branch  road  au- 
thorized from  Albany  through  Eufaula  to  Mont- 
gomery, Ala.,  will  run  through  a  fertile  te.mtory 
favorable  for  the  construction  of  a  road,  and  its 
length  will  probably  not  exceed  160  miles.  The 
distance  from  Savannah  to  Mobile  by  this  road, 
will  bo  about  450  miles ;  from  Savannah  to  Mont- 
gomery about  340  miles. 

We  observe  in  thu  Savannah  papers  that  an  in- 
stalment often  per  cent,  on  the  block  of  the  com- 
pany has  been  called,  payable  on  the  16th  of  Jan- 
uary Proposals  are  also  invited,  up  to  February 
16th,  for  the  grading,  bridging  and  superstructure 
of  fifty-three  miles  of  tho  road  from  Savannah  to 
the  Altamaha  River. 

The  President  of  the  company  is  J.  P.  Screven ; 
the  Engineer,  F.  P.  Holcomb,  both  of  Savannah. 


SaiiKatuok  Iron  IVorks*     - 

In  another  column  will  be  found  a  notice  of  the 
above  Works,  of  which  Messrs.  Clark  &  Jessup, 
38  Exchange  Place,  in  this  city,  are  agents. — 
Messrs.  C.  &  J.  are  agents  for  the  sale  ol  Railroad 
Equipments  of  various  kinds,  of  which  they  have 
an  extensive  assortment  at  their  place  of  business. 
We  are  happy  to  speak  of  them  as  gentlemen  of 
high  character,  as  prompt  and  energetic  business 
men,  who,  we  have  no  doubt,  will  serve  Railroad 
Companies,  who  want  any  thing  in  their  line,  to 
their  entire  satisfaction. 


DIVIDEND  NOTICE— THE  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
FIRST  DAY  of  JANUARY,  1854,  on  the  following 
named  securities,  will  be  paid  on  and  after  the  Sd 
proximo,  at  the  oflSce  of  the  undersigned,  on  pre- 
sentation of  tho  proper  Coupons,  viz  ; 

The  bonds  of  the  State  of  Indiana  for  Banking 
purposes,  issued  in  1834,  being  the  $1,390,000 
Loan,  5  per  cent. 

The  bonds  of  the  city  of  Pittsburgh,  (Penn.)  Issu- 
ed to  the  Ohio  and  Pennsylvania  Railroad  Compa- 
ny 6  per  cents. 

The  bonds  of  tlie  city  of  Allegheny,  (Penn.')  is- 
sued to  the  Ohio  and  Pennsylvania  Railroad  Com- 
pany 6  per  cents. 

The  bonds  of  the  city  of  Chlllicotbe,  (Ohio,)  is- 
sued to  the  Marietta  and  Ciucinuati  Raikoad  Com- 
pany, 7  per  cents. 

Thu  bonds  of  tho  city  ot  Marietta,  (Ohio,)  issu- 
ed to  the  Marietta  and  Cincinuali  Railroad  Com- 
pany, 7  per  cents. 

Th«  bonds  of  the  cit7  of  Steubenville,  (Ohio,) 
issued  to  the  Steubenville  and  ladiaoa  Bailroaid 
CoDpaoy,  7  por  Matt. 


The  bonds  of  the  city  of  Covington,  (Kentucky,) 
issued  to  the  Covington  and  Lexington  Railroad 
Company,  6  per  cents. 

The  bonds  of  the  citfof  New  Albany,  (IndUina,^ 
issued  to  the  New  Albany  and  Salem  Railroad 
Company,  7  per  cents. 

Tlie  bonds  of  Franklin  Connty,  (Ohio,)  issued  to 
the  Columbus  and  Xenia  Railroad  Company,  7  per 
cents. 

The  bonds  of  Franklin  County,  ^  Ohio,)  issued  to 
the  Cleveland,  Columbus  and  Ciucinnaii  Railroad 
Company,  7  per  cents 

The  bonds  of  Greene  County,  (Ohio,)  issued  to 
the  Columbus  and  Xenia  Railroad  Company.  7  p«r 
cents. 

The  bonds  of  Stark  County,  (Ohio,)  iwiued  to 
the  Ohio  aud  Puuusylvania  Railroad  Company,  6 
per  cents. 

The  bonds  of  Richland  County,  (Ohio,)  issued 
to  the  Ohio  and  Pennsylvania  Railroad  Company, 
6  per  cents. 

The  bonds  of  the  County  of  Allegheny,  (Penn  ) 
special  Ion  of  $76,000,  6  per  cents. 

The  Ross  County  (Ohio)  bonds,  Issued  to  the 
Marietta  and  Cincinnati  Railroad  Company,  7  per 
cents. 

The  Athens  County  (Ohio)  bonds,  issued  to  the 
Marietta  and  Cicinnati  Railroad  Company,  7  per 
cents. 

The  Washington  County  (Ohio)  bonds,  issued  to 
the  Marietta  and  Cincinnati  Railroad  Company,  7 
per  cent&. 

The  bonds  of  Van  Wert  County,  (Ohio,)  issued 
to  the  Ohio  and  Indiana  Railroad  Company,  7  per 
cents. 

The  Bonds  of  Allen  County.  (Ohio,)  issued  to 
the  Ohio  and  Indiana  Railroad  Company,  7  par 
c;^nttt. 

The  Bonds  of  Allen  County,  (Indiana,)  issatd 
to  the  Ohio  and  Indiana  Railroad  Company,  7  per 
cents. 

The  Bonds  of  the  County  of  Coschocton,  (Ohio,) 
issued  to  the  Steubenville  and  Indiana  RailroM 
Company,  6  per  cents. 

The  Ohio  and  Pennsylvania  Railroad  Company's 
Mortgage  Bonds,  7  per  cents. 

The  Bellefontalne  and  Indiaua  Railroad  •'Com- 
pany Real  Estate  Special  Mortgage  Bonds,  7  per 
ccnta. 

The  Indianapolis  aud  Bellefontalne  Railroad 
Company's  Mortgage  Bonds,  7  per  cents. 

The  Marietta  and  Cincinnati  Raih-oad  Company 
Mortgage  Bonds,  7  per  cents. 

The  Steubenville  and  Indiana  Railroad  Compa- 
ny Mortgage  Bonds,  7  per  cents. 

The  Dayton  and  Michigan  Railroad  Company 
Mortgage  Bonds,  7  per  cents. 

Tho  Peru  and  Indianapolis  Railroad  Company 
Mortgage  Bonds,  7  per  cents. 

Thu  Fort  Wayne  and  Chicago  Railroad  Compa- 
ny Mortgag    Bonds,  7  per  cents. 

Tho  Indiana  Central  Railroad  Company  Iacom<( 
Bonds,  10  per  cents. 

The  Bonds  of  the  several  Townships  in  the 
Counties  of  Jefierson,  Carrol,  Harrison,  Tusca- 
nawas,  Coshocton,  Muskingum  and  Licking, 
(Ohio,)  issued  to  the  Steubenville  and  Indiana 
lluilroad  Company, 

WLN'SLOW,  L.\N1ER  &,  CO.,  No.  62  Wall  $k 
New  York,  Dec.  27,  1863. 


Drawing^. 

BBLANDOWSKl,  Topographical  and  Oma- 
•  mental  Draughtsman  and  Designer.  Ma{ia 
accurately  drawn,  eulasged  or  reduced  from  notes 
or  copies.  Ornamental  designs  for  decorations,fur< 
uiture,  fences  and  ornamental  foimdry  work.  Ar- 
chitectural designs.  Drawings  from  nature  care* 
fully  prepared. 

RcPKRKNCKs.  Messrs.  Miller  and  Freund,  Lig- 
neous Marble  Works,  corner  of  Franklin  and 
Center  streets.  New  York.  Al."»o  U.  V.  Poor,  Esq., 
Editor  Railroad  Journal,  and  Zerah  Colbura,  As^ 
sistant  do. 

Address,  care  of  Railroad  Journal,  9  Spruco 
street  N«w  York. 
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Wrought  iron   Railroad 
Cliair  fJompany, 

Ofict,  38  Exchange  Place,  New  York. 

A.  B.  LiNaiNQ,  President, 
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TUTS  Company  Is  preparetl  to  rueeivo  ortlera  for  tliO  manu- 
facture of  ^Vi-ought  Iron  Railroad  Chairs  of  th*  beat  nia- 
t  erial,  oo  a  now  kihI  superior  model,  and  by  improred  (>atentcd 

m«chtaerj'. 

The  tlucknew  of  the  Lips  of  the  Cliair  incronses  through  the 
beiu],  wliere  the  itrentOBt  strencth  is  required,  and  diniiiiishea 
towHrdii  the  e«lge  .—so  that  a  less  weight  of  metal  may  be  used 
and  a  stntnKth  acquired  (Hiual,  if  not  superior,  to  that  of  a  heavier 
Chair  of  uniform  thickness. 

RAD  LEY  &  HUNTER'S  ~ 
liuproTed  Spark  Arrester. 


RADLET  A  HtTNTEB'S  celebrated  new  invention  Is  now 
offered  to  the  public  ss  a  Per/fcl  Spark  Arrester,  which 
po<:se8i<e8  the  advautaKe  over  all  others  of  bcint;  of  the  most 
simple  construction,  and  much  mor«  durable  tlian  any  ever 
used.  The  manufacturer  invites  an  examination  of  tliis  Arretttcr 
by  the  ntil'oad  public,  confident  that  it  will  meet  with  universal 
approbation. 

Tb«  undersigned  hereby  gives  public  notice  that  bo  Is  the  sole 
manufacturer  of  the  above  article  under  the  Radley  dc  Buntcr 
Patent,  of  whom  alone  they  can  be  pturcbased  in  the  United 
States. 

KDWIN  R.  BENNET, 
Otnce48  and  50  Duane  St.,  New  York. 


To  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  undersigned  in  Indianapolis  until 
the  16th  day  of  JANUAR\\  1864,  for  the  Grad 
ing,  Masonry,  and  Bridging  of  that  portion  of  the 
Indiana  and  Illinois  Central  Railway,  extending 
westward  fVoni  the  Wabash  River  through  tlic 
Counties  of  Vermillion  in  Indiana  and  Edgar  in 
Illinois. 

The  Maps  and  Profile,  together  with  the  Plans 
and  Specifications  will  be  readj  for  inspection  at 
th«  office  of  the  Engineer,  at  Montezuma  on  and 
aft«r  the  7th  day  of  January,  1854. 

Any  further  information  may  be  obtained  at  the 
office  of  JOHN  C.  CAMPBELL,  Chief  Engineer  at 
Indianapolis. 

Attention  is  called  to  the  above  as  comprising 
h«avy  work  and  as  it  i«  proposed  to  place  the 
balancfl  of  the  Road  under  Contract  as  soon  as 
the  line  can  be  prepared. 

M.  C.  STORY  <t  Co. 


LtoeoiuotiYe  Engines  for  Sale. 

TWO  first  class  engines,  adapted  to  a  5  foot, 
gauge,  22  tons  weight,  16  -f-  20  inch  Cylinders, 
and  by^  *^^  ^  ^^^^  drivers,  built  by  one  of  the  best 
makers  in  the  country.  New,  and  ofTi-red  for  sale 
because  not  required  by  thoae  ordering  them.  En- 
quire at  the  office  of  American  Railroad  Journal, 
9  Spruce-st.,  up  stairs. 
Dec.  24- 


CORROSIVE  SUBL131ATIC. 

THIS  article  now  extensively  used  for  the  prescrra- 
tion  of  timber,  is  manufactured  and  for  sale  by 
POWERS  A  WBIGHTMAN,  manufacturini;  Chem- 
ists, Philwlelphia. 
,^1.20,1848. 


"^^       — "    NEW  YORK  &  ERli;  RAlI«ROAD. 

New  York,  December  Z\,  1853. 

THE  NEW  YORK  &  ERIE  RAILROAD  COMPANY,  have  for  sale  on  favorable  terms,  the  fol- 
lowing Schedule  of  Rolling  Stock  of  the  Gauge  of 

FOUR  FEET,  TEN  INCHES,  } 

all  of  which  can  be  delivered  immediately. 

It  can  be  seen  at  Paterson,   and  is  the  entire  stock  of  the  Union  Railroad,  the  Paterson  & 
Rsmapo  Railroad,  and  the  Paterson  &,  Hudson  River  Railroad. 

Reasonable  credit  will  be  given  ou  the  above,  on  satisfactory  security. 

CHA'i  MINOT,  *i/<. 
SCHEDULE.  _'■*■ 


ENUINES. 


MAKER. 


* 
a- 


R.  L.  Colt . . .  New  Jersey  Locomotive  Co 16 


Union Rogers,  Ketehami  &  Orosvenor 

New  York...  do.  do. 

Ramapo do.  _         do. 

Passaic do.  do. 

Paterson ....  do.  do. 

Whistler Made  in  Baltimore 11 

McNeil Made  in  Liverpool 9% 

CARS.  DESCRIPTION. 

2 Passenger,    8  wheels . . . 


15 
141^ 

141^ 
12 


u 

M 
O 


20 
20 
18 
18 
22 
32 
16 

le 


WHEEI.. 


eOND;TlON. 


; 


8    feet    Good. 


6 
6 
6 

5 
ft 
4 


BT   WHOM    MADE. 


Good. 
Good. 
Wants  painting  ii>  small  repairs. 

do.  do.  do. 

do.  do.  do. 

Wants  much  rej)airs. 
In  bad  order. 

CO.VDITIOX. 


2.... 

do. 

8 

do.   . 

2.... 

do. 

8 

do.  . 

4.... 

do. 

8 

do.   . 

2.... 

do. 

8 

do.   . 

2.... 

do. 

8 

do.   . 

1.... 

do. 

8 

do.   . 

I.... 

. . . .  Baggage, 

8 

do.   . 

6.... 

do. 

8 

do.   . 

1.... 

do. 

6 

do.   . 

8.... 

Box  freight,8 

do.   . 

18.... 

do. 

4 

do.   . 

10..-.. 

Platform, 

8 

do.  . 

9.... 

do. 

4 

do.   . 

1.... 

do. 

6 

do.   . 

2.... 

do. 

8 

do.   . 

.Cummings  &  James,  Jersey  City.  Good. 

.  Wm.  Cummings,  Jersey  City Good,  but  wants  painting. 

.  Tracy  &  Fales.  Hartford Very  good. 

.  Springfield  Car  &  Engine  Co Good,  bnt  three  want  painting. 

,  A.  T.  Pearce,  Norwich Good. 

,  Eaton  &  Gilbert,  Troy Want  repairs. 

.  New  York  &  Erie  R.  R.  Co Good,  nnw. 

do.  do.  Good. 

.  Unknown Want  small  rcpaii  s. 

do i...'...         do.  do. 

.  New  York  &  Erie  R.  R.  Co. Good. 

.Unknown Want  small  repairs. 

.  New  York  «t  Erie  R.  R.  Co Good. 

.  Unknown Want  con.^i(lor.able  repairs. 

do do.  do.  do. 

do do.  do.  do. 


00 


Valuable  Works  on  RaiL 
roads.  Railway  £nfi^ineer< 
ing,  Steam  Engines,  &.6. 

LARDNER'S  RAILWAY  ECONOMY,  1  vol.S2 

THE  STEAM  ENGINE,  STEAM  NAVIGA- 
TION, ROADS  AND  RAILWAYS,  Ex- 
plained and  Illustrated  by  Dr.  LARDNER, 
8th  Edition,  revised  and  improved 2  00 

TREDGOLDON  THE  STEAM  ENGINE,  8 
vols.,  4  to.,  ]4  calf *0 

TREDGOLD  8  PRACTICAL  TREATISE  ON 
RAILROADS  AND  CARRIAGES 1 

PORTWINE    ON  THE    STEAM    ENGINE.. 

BURGOYNE'S  ART  OF  BLASTING  ROCKi, 
QUARRYING,  &C 

TREATISE  ON  TUBULAR  AND  GIRDER 
BRIDGES 

BAKER'S  LAND  AND  ENGINEERING 
SURVEYING 

BAKER'S  RAILWAY  ENGINEERING  AND 
EARTHWORK 1 

PRIDEAUX  ON  ECONOMY  OF  FUEL.... 

SEWELL  ON  STEAM  AND  LOCOMOTION 
Vol.  1 

HERBERTS  ENGINEERS  AND  MECHAN- 
ICS ENCYCLOPEDIA,  2  Vols 9  60 

GARRS  RAILWAY  LOCOMOTION  AND 
STEAM  NAVIGATION 1 

TRAUTWINE   ON    EXCAVATIONS   AND 

EMBANKMENTS 1 

Imported  and  for  sale  by  JOHN  WILEY, 
167  Broadway,  New  York 


SI 

62 

ftO 
81 

81 


ESTABLISHED    1796. 
McAllister  &,  Brother, 

OPTICIANS  and  Dealers  in  Mathematical  loatrumwita,  at 
tba  old  astablwhed  stand,  48  Clioetnut  street,  PhiladelptiiL 
Pa.  Mathenintical  Instruments  sefmrata  and  in  canes.  Protrac- 
tors, Spiicltit;  Div.ders,  Drawing  Pens,  Ivory  Scales,  Tape  Haa 
sures,  Salonietcrs,  Si>y  Qlaases,  Microscope,  8p—taclas,  II|r 
dronietam,  Platina  Poiata,  Maipc  Lanterns,  eta  ,  eta  ,  ata. 

Our  Illustrated  and  priced  Catalogua  ti  flBOHbad  M  appUae' 
tion  and  saot  by  auil  frae  ef  ' 
^Sw.  1»,1M  ^ 


N.  York  and  i\ .  Haven  It.  U. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Conmienctng  Mondaif,  May  9, 1863.      J^^Sjr 


TBAIIIS  raOH  BIW  TORK.  Tiuias 

T  A.  M. — Accommodation  to|5.80  A.M.— 

New  Haven.  ! 

8  A.  M.— Kzpress  for  Bo8ton,J3.00  A.M.—' 

•topping  at  Stani' 

ford    and    Bridge- 6.16  A.M.— 

port. 
9.10  AM.-Special    tor    Port  8.16  A.M.- 

Ci)ester. 
IL30  A.M.— AcconMnodation  for  9.36  A.M.— : 

New  Haven. 
SDO  P.M.— Express    for    New 

Haven,  gtoppoig  at 

Stamford,  Norwalk  1-07  P.M. 

and  Bridgeport. 
i.00  P.M.— AccommodatioD&iri 

New  Havea 
6.00  P.M.— Bxpressfor  Boeton,i4.00  P.M.— i 

stopping  at  N.  Ha- 
ven.   .  4.00  P.M.— 
i.S6  P.M.— OomtnuUtioiilbrN. 

Havea  9.30  P.M.— 

&30  P.BL— Special     tor    Port 

Cheater. 


TO  mir  Toac. 
Special,  from  Port 
Chester. 

CommutatioD  fhxn 
New  Haven. 
Accomniodation  ftn 
New  Haven. 
Accommodatien  fra 
New  Haven. 
Express  from  Now 
Haven,  8toppini{al 
Bridgeport,      Nor- 
wallc  and  Stamford. 
Boston       Expreea, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 
S|>ecial,  fhxn  Port 
Chester. 

Accommodation  &n 
New  Havea 
Boston  Express, 
stuppini;  at  Bridge- 
port, Norwalk  aad 
Stamford. 


GBORGI  W.  WmSTLUR,  Jr.,  Sup't 
Ne»  Sopen,  May,  1863. 


Staart,  Serrell  &  Co., 

CIVIL  ENGINEERS, 

.  .  ,■<*.    >  Rooms  22,  24,  20  A  27, 

167  Oroadway,  New  York. 
Ckaklss  b.  Stdist,  Edward  W.  Serrbll, 

Dakisl  Marsh,  Samorl  McElrot. 


New  Works  on  Civil  En<?lneerlH^. 

rriHE  Field  Practice  of  layitii;  out  Circular  Curves  fW  Rall- 
X  roadiL- By  Jors  C.  TaAtmnii,  Civil  Engineer- Sod  edi- 
tion In  pecket-book  form. 

A  DCW  and  rapid  method  of  Calculating  the  Cubic  Ccntoiits  of 
Bxcavatlana  aad  Enit>aMkment«,  by  tin-  aid  of  Di.nerams. — By 
John  0.  TimutwkM,  Civil  £u«<incer — with  10  Copiwr  Plates. 

Frtoa  On*  Dollar  aach— postaKe  on  the  Curves  Three  Cent*— 
and  OR  the  BacaTaUoos  and  Bmbankmenta,  Six  Oenta  , 

BWaitekr  WILLIAM  HAMILTON, 

Hal  of  te  IkwUtalnatUnte, 

MS^^J^* 


■«.'■ 


-J*,-ff_- 


$1   AAA  AAA^^TTLEMjuiaiiRAiL- 
1  ,UUU,U\JUrO AD  COMPANY  SIX 

PER  CENT.  FIRST  MORTGAGE  BONDS  FOE 
SALE. 

Office  of  Winslow,  Lanier  &  Co. ) 
No.  52  Wall-st,  Oct.  6,  1863.         J 

THE  LITTLE  MIAMI  RAILROAD  COMPANY 
offer  for  sale  one  million  of  their  SIX  PER 
CENT.  BONDS,  with  coupons.  Interest  and  prin- 
cipal payable  in  New  York,  the  former  half-yearly, 
l8t  of  November  and  Ist  of  May.  They  are  in 
sums  of  Sl.OOO  each,  payable  the  1st  day  pf  May, 

1868. 

These  Bonds  are  issued  under  the  express  au- 
thority of  the  Legislature  of  the  State  of  Ohio ; 
and  are  a  part  of  ihe  f  1,600,000  Loan  authorized 
to  be  issued  by  a  vote  of  the  stockholders,  for  the 
purpose  of  raising  neans  to  make  a  double  track ; 
the  greatly  increased  a:id  increasing  business  of 
the  road  makes  this  absolutely  necessary. 

Tkc  Little  Miami  Railroad  is  eighty-four  miles 
long,  commencing  at  the  City  of  Cincinnati  and 
terminating  at  Springfield;  is  now  in  complete 
running  order;  has  cost,  including  equipments, 
stations,  station-houses,  &c.,  up  to  this  date 
$2,708,109  19. 

This  Company  hold  stock  in  the  Columbus  and 
Xenia  Railroad  Company  to  the  amount  of  $386,- 
000,  which  now  commands  a  pramium  of  20  per 
cent.    Also,  in  the  Hillsborough  Road  the  amount 

of $11,716.  ,  .:;-v\.,,v' ■■■>:.;>.  ,;- 

The  receipts  of  the  Road  have  been  as  follows : 

For  the  year  ending  Dec.  1,  1844 $18,623  36 

Fortheyear  ending  Dec.  1,  1846 46,837  68 

For  the  year  ending  Dec.  1,  1846 116,052  02 

For  the  year  ending  Dec.  1,  1847 221,139  52 

For  the  year  ending  Dec.  1,  1848 280,085  78 

For  the  year  ending  Dec.  1,  1849 321,398  82 

For  the  year  ending  Dec.  1,  I860 406,697  24 

For  the  year  ending  Dec.  1,  1851 487;845  89 

For  the  year  ending  Dec.  1,  1862 526,746  36 

The  receipts  from  Dec.  1, 1862,  to  Sept. 

1,  1853, 10  months  were 644,625  59 

For  the  same  period  year  before 411,797  06 


AMERICAN 


RAILROAD 


jrOtTRNAL. 


fU 


as 


Increase  in  10  months $132,823  53 

The  position  of  this  road,  being  the  natural, 
shortest  and  most  usually  travelled  route  from 
Cincinnati  and  the  vast  country  south  and  west  of 
it,  to  the  northern  cities,  must  ever  make  it  one  of 
the  most  important  and  profitable  lines  in  the 
country. 

An  inspection  of  a  map  will  show  its  connections 
to  be  many  and  important.  This  road  operates 
the  Columbus  and  Xenia  Road,  and  runs  in  con- 
nection with  the  Cleveland  and  Columbus  Road ; 
in  fact  they  are  now  run  as  one  line  greatly  to  the 
advantage  of  all. 

Regular  annual  10  per  cent,  dividends  have  been 
declared  since  December,  1847,  with  an  extra  di- 
vidend of  5  per  cent,  in  1862.  In  1852  two  cash 
dividends  of  5  per  cent,  were  made. 

Th«  present  surplus  and  reserve 
fund  amounts  to ^8,546  10 

The   mortgage   covers   the  entire 
line  of  road,  costing  to  date .. .   2,708,108  19 

To  be  expended  on  double  track, 
&c 1,500,000  00 


Value  of  security $4,208,109  19 

The  security  for  the  payment  of  these  Bonds  is 
one  of  the  most  ample  character,  being  a  first  and 
only  mortgage  or  deed  ot  trust  (excepting  one  of 
$100,000  to  the  City  of  Cincinnati)  on  the  Com- 
pany's Road,  Stations,  Franchises,  net  income,  &c., 
to  J.  F.  D.  LANIER,  Esq.,  of  this  city,  in  trust  for 
the  boadhalders,  with  ample  power  to  take  posses- 
sion of  the  Road,  its  real  and  personal  estate,  fran- 
chises, &c.,  and  to  sell  the  same  to  the  highest 
bidder  for  cash,  if  default  b«  made  in  payment  of 
interest  or  principal.  The  mortgag*  is  for  f  1,- 
600,000,  and  cannot  be  increased. 

The  Stock  owned  by  th*  Road  in  th«  Columbus 
and  Xenia  and  Hillsborough  Railways  will  much 
mor*  ikaa  pa/  off  th«  9100,000  prtat  U«b  t*  Um 


City  of  Cincinnati,  and  all  other  debts  of  the  Com- 
pany, excepting  this  loan  of  $1,600,000. 

These  Bonds  are  offered  at  private  sale  by  th( 
undersigned.  Agents  of  the  Company. 

Printed  statements  of  the  aflTairs  of  the  Com 
pany,  and  any  further  information  relative  to  thi 
securities,  will  be  given  by 

WINSLOW,  LANIER  &.  CO., 

'5;  No.  62  Wall-st. 


Klmira  Car  Manufactory. 


THB  TTodersigned  is  prepared  to  manu&cture  for  RitDro*^ 
Companies,  Passenieer,  Baggage,  Cattle,  Freight,  Gravel  and 
Haad  Cara,  also  Baggage  Barrows  aoi  freif^ht  Xnicks. 

WM.  K.  BUTTUL 
Ehnira,  N.  T.,  Junt  1, 1853. 


The  Hamilton  Car  Company, 

ARE  prepared  to  Contract  for  the  Manufacturt 
to  order  Rail  Road  Cars  of  every  description, 
such  as  Passenger,  Baggage,  Freight,  Dumping 
and  Hand  Cars,  &c.  &c. 

Having  ample  facilities  for  Manufacturing  at  the 
lowest  rates,  and  being  supplied  with  Eastern 
Mechanics  in  every  department  under  the  Superin- 
tendance  of  H.  P.  Lanckton,  who  has  had  charge 
of  T.  W.  Wason's  well  known  establishment  at 
Springfield  Mass.,  for  the  last  Six  years,  we  can 
guaranty  ours  to  be  equal  in  style  and  quality  to 
any  manufactured. 

Car  Manufacturers  and  Rail  Road  Companies 
Supplied  with  Car  wheels  from  the  most  approved 
patterns  at  the  lowest  prices.  Castings  of  all  kinds 
for  Cars,  Rail  Road  Bridges,  &.c.  made  to  order  at 
short  notice. 

Orders  Respectfully  Solicited. 
Address,  HENRY  SIZER,  Agent, 

Cincinnati  Ohio. 

Office  596  Fifth  Street,  Cincinnati,  at  Rail  Road 
Depot  Building. 


Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manulkcture  tor  Railroad 
Companie*,  Passenger,  Baggage,  Cattle,  Freight,  OraTeland 
Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

f.  HUNGXRPORD  &  CO. 
MayviOe,  Ky.,  Sept.  20,  1853. 


Hufty'a 

SSn|plne«rg,  Ar«lilt«eta  aufi  Draftsmen's 

STATIONERY  EMPORIUM. 


WHATMAN'S  Turkey  Mill  Drawing  paper,  Trac 
ing  paper.  Plan  and  Profile,  Protractwrs,  Draw- 
lug  Pins,  Fabers,  Jackson's  and  sther  makers'  Pen- 
cils; Fisld,  Level,  amd  Memorandum  Books  o)  vari- 
ous pattaras;  Mathematicallnstruments,  Tape-lines, 
Mouth  Glue,  Cross  Section  paper,  Triangles,  Sabei 
Brushes,  Gum  Bands,  Maiden  Gum,  Red  Tape,  Ink, 
Inkstands  and  Sand,  Water  Colors,  Pallets,  Patent 
Binders  fsr  Utters,  Psrtfelios,  etc.,  together  with  a 
-meral  assortment  of  Stationery  and  Blank  Books. 
Ill  goods  packed  with  «are,  and  fu rwarded  to  any 
\rt  of  the  United  Sutes. 

JO»EPH  HUFTT, 
Buceeesorto  H.  L.  Llpman, 
138  ChflMMt  St.,  PhilaMpbia. 

Mir  i£.MBi. 


Bnffklo  Car  Works. 

TOWNSBKD  A  COIT,  ProptUton. 

'liri •!« DOW areetiac  ■ 
Vt    aeauftctnre  er  Bail 


■a  extM«h!«  BaUhllgiMMt 
lilraed  Cars,  wUek  ink  be  ft 
with  sB  tbe  eoaTeoiaiice*  kaowa  te  the  timiiiw 
operattoB  bytbe  lat  dmf  of  June  next,  at  wUeh 
be  riedy  to  eaecate  orden  far  Bacgafe,  Box, 
Cattle  Oart,  of  the  meet  approved  atrie  tgif  M 
we  are  prepared  to  aake  eeetiacts  flar  werk  to 
<inrii«  tbe  louMr  aa«  ML 

Towmm 


SIXTY  MILES  DISTAXCB  SAVKDl— ONLY  THIKTT-gCC 
AND  A  UALi'  U0LK3  TO  CBICAGO. 

MICHIGAN  SOUTHERN  RAILROAD  LIMS,  aarTyii«  tbe 

Great  Western  U.  S  Tlirough  Mail— FOR  CHICAGO  AND 
iT.  LOUIS,  MILWAUKKI,  RACINK  KENOSHA,  and  al 
Poru  oil  Lake  Michigan.— Througb  froni  Buflalo  u>  Mouroe  IH 
•  OURTEKN  HOUfcj  WITHOUT  LANDING. 

TUe  fuUuwing  niagiiiflceat  and  unequalled  ateaasars  fr«m  the 
;u)0  betweeu  Buflklo  and  Mooroe : 

EMPIRI  STATE.  J.  WiLSon,  Cemmaeder,  Iwraa  BuftI* 
Mvxidays  and  Ttiursdaya 

SOUTHKRN  MICHIGAN,  A.  D.  Paaaiae,  Comiauider. 
leaven  Butlklo  Tue8da>-a  and  Fridays 

NOETHERN  INDIANA,  L  T.  Pkbatt,  ConnaBder,  leases 
Builalo  Wedneedayi  and  Saturdays. 

One  of  the  above  spleodid  steamera  will  leeT*  the  Michigea 
Southern  Railroad  Lioa  Dock,  at  0  o'clock,  f.  M.  erery  day, 
(except  Sundays)  and  run  direct  through  to  Monroe  without 
anding,  iu  14  hours,  where  the  Lightning  Ezpreus  Train  wai  be 
a  waituig  to  take  passengers  direct  to  Chicago  u  I  hour* :  aa- 
riTing  next  avetiing  after  leaving  Buflak). 

THK  LAKI  SHORE  RAILROAD. 

runs  in  connection  with  this  line,  fonuing  the  ouly  eoatiaueus  Ma* 
of  Railroad  to  Chicago  and  the  Ilfinois  River. 

For  Through  TickeU,  by  New-York  and  Erie  and  BuflUo  aad 
New-York  City  Railroad  via  Buflato,  or  by  the  People's  Lkie  of 
dteamboata,  Hudaoo  River  Railroad  via  Albany  end  Buflkk)  aa- 
i*ly  to         .  ' 

-  JOHN  F.  PORTKR,Agent, 

No.  193  Broadway,  corner  Dey-et,  K.  T. 


MODJTREAL.  &  NEW  ¥«RK 

AND  V     i 

Plattsburgrh  and  Montreal 
RAILROADS. 

C3r  Open  through  from,  PUUtsburgh  to  AJmtreaL^i 

Paaaeoger  Trains  leave  Montreal  (br  Piatuburg  at  •  SO  a.M 
and  S  p.m.,  arrive  at  8  am,  and  7.30  p.m. 

Leave  Piatt«burg  hr  Montreal  7.80  am.  and  4  p.iB.,  arrlre  a 
10  a.  in.  and  6.60  p.  m. 

Trains  cuiuiet  at  Montreal  with  Steamers  tor  Quebec,  and  the 
St  Lawrence  and  AUaotie  Railroad  tor  Sherbrooka  and  inter 
saediate  station. 

Trains  connect  at  Mooers  Junction  with  Northern  (Ogd«M- 
burgh)  Railroad  for  Ogdonaburgfa  and  Lake  OnUrio  Steamers  tow 
Lewiaton^  Niagara  Falla  and  Upper  Canadki,  and  all  poruon  tLe 
Western  Lakes. 

Trains  connect  at  Platteburgb  by  Steamer  to  Burtingtoo  wttb 
Rutland  and  Rurhngton  Railroad  and  connecting  lioos  for  Troy, 
Albany,  New  York  and  Boston,  and  all  taiteraiediate  ttittinTW. 
Also  with  steamers  for  Whitehall  to  the  Saratoga  and  Waahii^ 
too  Railroad,  and  connecting  lioae  of  rood  to  Troy,  Albany  and 
New  Yoik. 

Paaaeogers  wiO  tnd  this  route  UMequelled  for  eomtor  an4 
dispatch,  and  attended  with  least  attg\ie  and  daly  than  any  ethea 
It  poeeesses  moreover  the  advantage  of  a  abort  Farriags  of  outy 
fifteen  minutes  across  tb«  River  St.  Lawraoca  at  Caughaawae^ 
which  has  never  been  know*  to  fteeze,  and  can  t>e  eaofldent^ 
reliedupon  at  all  seasona  of  the  year. 

■^Frieght  Tarins  run  daily  each  way. 

For  particaian  see  Friegbt  and  Paaaeoger  TariS    ' 

BAOOAfiB  chicked  tkroufk. 

H.  W.  NELSON,  lupeiiDtandeut. 


Mew  York  and  Erie  R.  R. 

PASSENGER  TRAINS 

leave  Pier  toot  of  Duaoe  street, 

as  Mlewa,  Tie :— 


A 


DAT  Exraaea,  at  S  a  ai.  tor  Dunkirk  and  BulBUo. 

Mail,  at  t)i  a.m.  for  Duakirk  aad  BuftOo,  sad  all  intermediate 
Btetiooa.  Paaaeogers  by  thia  traia  will  rwtaia  over  nigbt  at  any 
sution  between  Binghiieton  and  Coraiag,  aad  proceed  the  i 
anoming. 

AoooMMODATioa,  Bt  12X  P-H.  i^  Delaware  aad  al  tot 
diate  atatieaa 

Wat,  at  S>i  p.m.  tor  Delaware  aad  aO  hstemedtate  atatieM. 

NissT  Kxraass,  at  t  pi  «.  tor  Dtakirk  aad  BiAUa 

EaiaaasT,  at «  p.M.  for  Daakirk  aod  all  iaterasediate  stati<»B. 

On  Sundays  oaly  one  Xxpreas  Tiaia— at  i  p.m 

The  Kxpieaa  Ttaina  eoeesst  at  Diaikirk  with  the  Lake  Shore 
Raib-oed  for  ClerelaDd  Cjawaeeti,  Obieage,  ete.,  and  at  Bnflhlo 
with  fln«  elaae  eplMdid  ateemwe  tor  Olevetaod,  Saadiaky,  Tole- 
do, Belnat  and  Clhieege. 


A.  N.  GRAY,  Clerelande  O., 

RECEIVER  AND  FORWARDER  e  iRtilrMd 
Iron,  Chairs  and  Spikes 
Also,  C«rs,  Locomotives,  aad  all  kinds  of  Machi- 
nery for  Railroad  purposes. 
Office  next  door  to  th*  Costom  HeoM.  ifain  su 


a^ 


AM£K1CAN     UA1L.ROAD    JOCJRNAJL. 


r-™«i»fc-;^*.    >-^.*-^ 


Notice  to  Contractors. 


WARSAW  &  ROCKFORD  RAILROAD. 

THE  preliminary  Surveys  are  now  complete  for 
the  First  Division,  (ab^mt  120  inil.^sj  from 
Warsaw,  through  Naavoo,Uquiiwka,  Keiihsburgh, 
Bock  Island  and  to  Port  Byron,  including  both 
Rapids  of  the  Miaj)issippi,  and  the  location  pro- 
jrewlng.  The  character  of  the  country  is  such, 
sad  the  surveys  ho  near  to  any  location  that  will 
be  made,  that  Coniractvrs  c.tu  satisfy  tbeuis<--lvcs 
of  the  value  of  the  work  as  well  now  as  hereafter. 
Proposals  are  asked  at  tho  Office  of  the  Company 
io  Warsaw.  Hancock  County,  Illinois,  for  the  con- 
struction of  the  whole  or  part  of  the  road,  either 
by  quantities  or  by  the  mil-.'.  Contract  will  aot  be 
nude  before  the  1st  of  January,  1864,  and  only  w 
soon  thereafter  as  advantajjeous  offers  can  be 
mado.  The  Company  are  willing  Lu  uiake 
gooeral  contract,  for  ca.sh  or  for  cash  and  .necuri- 
Uea. 

The  route  of  the  road  is  generally  in  tho  >  alley 
a&d  s«cond  bottoms  of  the  Mississippi,  and  t>ie 
work  can  be  completed  very  rapidly.  The  load 
Is  important  as  one  of  the  improveineutt  of  the 
&«TiC«tion  of  the  Rapids,  and  also  from  its  several 
CtWo  at  least)  connections  with  other  railroads. 
WM.  H.  ROOSEVELT, 

President. 
W.  R.  KINGSLEY, 

T.  S.  O'SuLLiVAN,  Engineer. 

Consulting  Engineer. 

Warsaw,  Nov.  17,  1853. 

Locomotives  tor  Sale. 

2L«eomotiTe  Eiiglnos  kikI  Tenders,  maJe  to  order  (br  a  Ave 
fbet  gauge  (but  uli.cb  ure  ni<t  rciuirml  at  pnMCi;t  ;is  Die 
road  is  not  nai<ly  to  receive  llicm  ) 

18  inch  cyluidcr  by  20  inch  »trokn,  -J  pair  dr.vcrs.  Oi.e  En- 
gine 6  ft  iliamcter,  «iid  the  otliwr  h  :4  ft.  dia.— oul>ii<locyi:iii)frs 
—have  a  large  proportion  of  iKHler,  wid  are  eijxvjtod  to  bo  eco- 
«omllat  working  eiigitu)*— will  )>e  s>old  on  vory  tuvorabic  ti-nn.-.. 
ud  are  uovr  ready  for  dt.ivcry     Apply  to 

CHAS.  W.  COPELANJ), 
7t*l  Mo   C4  Broadway. 

Macliinists'  Tools. 

THE  F AIRMAN  AND  WILLARD  MACHINE 
TOOL  MANUFACTURING  COMPANY  offer 
for  Mie  very  superior  Engine  luthce,  Planiii;;  Machine>>,  Cuni- 
pouod  planers,  u  r  ght  dnils  and  all  other  kinds  of  tools  uaoU  in 
Kailroad  shops,  upon  reason-ible  tenns. 

They  al»<>  manufuciure    Kaimian's    patent    CAR  MTIIKEL 
BOBSO,  wbtcb  ia  utarranied  to  do  mors  and  b4tter  vork  Uuui 
aax  other  borer  in  use. 
Alio— all  Kizos  Fairman's  patent  Uuivereul  Chuck. 
Ordwa  may  be  uddrei>i!cd  to 

G.  W.  FAIRMAN,  Agent, 
63tf  Rochester,  N.  Y. 

To  Railroad  Companies, 
Machinists,  Car  Man- 
ufacturers, etc.,  etc. 
CHARLES  T.  GILBERT, 

NO.  60  BiiOAD  ST.,  NEVV  YORK, 
S  prepared  to  contract  for  fumiahmg.at  niauufac- 
tiirer'a  price?—  ,      ,     . 

Railroadiron,  '  .  >.  ' 

Locomotive  KaglaeB,  '.    '  •'  . 

Passenger  and  Fraighl  Cors, 
Car  Wheels  and  Axles,    . 
-.        1  Ciiairsand  Spikes,  r        .. 

Orders  are  Invltod ;  and  all  in^uirinsin  reluttuit  tc 
Any  of  the  above  articlets  will  r«;ceivei  naiacdiaie  atton- 

iOfl 

Union  Kailroacl  Car  Works, 

PORTS.MOUTH,  Va. 

FRSIOHT,  PASSENGER,  BAGGAQE,  EXPREdH,  BIAR- 
ket.  Coal,  Lumber  and  Hand  Cars,  ninuufdctured  at  thl.« 
Mtabllshniciit  uf  thu  best  mati^ri.il,  and  in  the  most  approvt^ 
maimer,  wlib  either  Plate  or  Sfoks  Whbbi.s  aiid  Axles,  of 
Saltebtiry  or  other  Iron  Trucks  fitted  up,  ^r  Wheels  and  Ax- 
Ifa  wparotcly  will  l>e  furnislict!  at  the  .--bortest  uotiuo,  and  nfaip- 
p«d  to  any  pHrtoftbe  U'iii«xl  State.s. 

Ha^ing  ezton<9ive  amntn>maiu  and  superior  fdCiHtles  tbr 
aMUtu&aturiiiK  at  this  catablialimeut,  orders  w.U  be  received  and 
oootructfl  made  Ibr  equipping  entire  romls  at  short  notice 

JOHN  A.  GREEN. 
SDrtMBonth,  Ta  ,  December  SO,  18AS. 

P.  J.  Toiirnadre, 

QUafiafiamr  Vloksbarg,  Shreveport  and  T«SM  R.B., 
VMcieurg;  Miaa. 


iUaehinists'  Tools. 

A  SUPERIOR  CLASS, 

DESIQNKD  psrticuUrly  tbr  Ruiiroad  work,  in;iiiufactured 
by  L.  B.  TING  dc  CO.,  (late  Aldrich,  Timo  &.  Co ,) 
Occtter  7,  185a  LOWELL,  lUSM. 

Henry  I.  Ibbotson, 

MANIJPACTUHER    OP 

FILES   ANU   SAWS, 

Warranted  of  superior  quality.  • 

Office  and  Warehouse,  21b  Pearl  ot,  New  York. 


small  Kails. 

'^paii:  dUBi)GUIBIR3  manufacture  and  keup  >x>Dstiii.tly  Ibr 

1  iixib.  Light  Aot/*  of  the  mo^t  appruved  patterns,  weighlug 

2i,  25,  28,  *0  and  50  Ibe  per  yard,  suitable  for  Colliers,  Miners, 

Quiirrymenaod  CouUiictur;^,  or  for  turn  out^,  der>ot  and  branch 

tracks.  CHARLES  E   .SMITH  *  Co 

1744  Fainuount  Iron  Workis  Pliiludelphia. 

OHAS.  E.  SMITH,  HENBV  MORRIS, 

THOS.  T.  TASKER,  WISTAR  MORRIS. 


Railroad  iron  Via  Q,uebec. 

J.)HNALNDERSOiN&lo., 

COMMISSION    .MERCHANTS, 

SHIPPING  AGENTS  AND  BROKERS, 

q,U£liEC, 

PARTICULAR  attvution  giveu  to  the  Transhipment  oflron 
iu  Trarisitu  for  the  Western  Lake  Porta,  Ukewiae  to  the 
ijhi|.ineiit  of  Ruilain  Groa.  BritJila  ...         ;.     , 

Qutbec.  Z/ec.  2,  1S63.  •  •■      ■ 

Railroad  Iron. 

TWO  THOUSAND  TON.S  Eriu  Pattern,  58  lbs.  to  the  yard, 
already  shipped,  and  expected  here  soon — for  side  by 
3Stf  JOHN  H.  UlCKS,  00  Reaver  tt 


^.^  »»^l.V-«-r.-.» 


T' 
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To  Railroad  Companies. 

t'OLfJN.S    PATENT 

VENTIi-ATilRS, 

roil 
Vcatilating  jUl  kinds  of 
Public  .ind  Private  Buildings 
RnHrnad  Cnrs,  Devots,  etc. 

'^11  £  iSnb.-'cribers  would  invite  the  at- 
tention of  the  public  to  the  al>ove 
colobratod  Patent  Ventilator.  This  Ven- 
tilator is  the  beiit  one  now  known  o^  for 
giving  a  pure  air  ta  rooms,  and  qecling  all  foul  air.  It  has  been 
adopted  by  all  the  principal  Uaiiroad  Coiiiiwnioe  and  Car  Fac- 
torios,  and  is  extensively  Mse>l  for  private  dwuilint's,  ajid  for  tho 
cure  of  smoky  Chinioeys  catwot  be  excelled.  Mauuthciured  and 
Ibr  sale  by 

BAKER  &  WILLIAMS, 

No.  406  Market  st.,  Girard  Row, 
Sole  Agents  for  Pennsyivvnia. 

CERTIFICATES, 

Engineer  Department  P.R.R.,  Mtoona,  Feb.  8, 1SS3. 
This  is  to  certify  tJwt  Meairs.  Baeku  <k  Williams,  of  400 
Market  St.,  Philadelphia,  have  iXimLsliad  a  large  numlier  of  Col- 
lins' Patent  Galvanized  Iron  VuitJlaiors  Ibr  the  P.  R.R.  Co.,  and 
that  they  have  given  every  satisfaction,  actLng  fUlly  as  rcprcijut- 
e"L    I  consider  them  as  a  nccessarj-  ap;>endaKo  to  au  Engine 
Uotisa    We  have  them  in  use  thirteen  inches,  ami  two  feet  diain- 
Iter,  acting  efjniilly  well     So  well  &-ttisfled  um  I  of  their  useful- 
9M,  that  the  F.:t;;tne  Houses  we  are  about  building  uiil  be  sup- 
ie<l  with  lhi?m  at  ever>'  point  where  a  draft  is  ni-co»sary  to  free 
building  of  «mok(\  STRICKLAND  K.N'E.VSS, 

Principal  Atmatant  Engineer  P.  R.It.  Co. 

Engineer  Depart.  P.  R.R.  Co.,  Pitttburgh,  May  12, 1860. 

JfCatrt  BaKBR  &  WlLLTAMS, 

Dear  Sirs— The  23  CoUina'  Patent  VcJililatoriirtiniiBhed  by  you 
for  the  Engine  House  at  tlii.  place,  have  been  in  use  several 
montlis  and  their  merits  have  becji  AjUy  lestod  and  have  given 
mo>it  perlbct  wiUttfliction  ;  being  cuu:itructod  on  true  principlox 
of  Ventilation,  and  the  worknian»bip  la  of  a  Mibntantial  andaupf 
rior  character.  Yours  tmly,  OLIVER  W.  BARNES, 
3m40  Prineipdl  Auialanl  Engineer  P.  R.R.  Co. 


India-liubber  llailroad  Car 
Springiii.  etc. 

THE  UNITED  STATES  CAB  SPRING  COMPANY,  h.iv. 
ing  comiilelod  their  new  Factory,  .i.-e  m.-uiufacliirinij  and  fUr- 
niihing  to  Railroad  Conpaiiiu,  ami  Car  Baiiders,  RUBBER 
aPHIXGS  of  Uio  beat  quality,  on  tiic  mo:*t  favorable  tenns. 

Aluo,  McMulIons  >,uperior  WHITE  HOSE,  »»ot  only  Ibr 
Railroad)),  but  all  other  purnoiwa,  and  of  any  size  or  thicknoiw 
required.  Office  No.  ^6  Cliff  street, 

Aug.  10, 1853,        3ni  New  York. 


Railroad  Iron. 

2  A  on  ^^^'^  FIRST  CLASS  WELSH  RAILWAY 
,  Wl-F  IRON,  to  be  made  to  atty  ordinary  T  pattern 
required  by  the  buyers,  and  for  nhipment  f/om  Newport,  Wale«i, 
in  December,  Janu^iry,  and  March  nest,  at>ply  to  the  undar- 
dgMd,  for  many  yean  couueeicd  with  the  larireat  bouM  in  Uw 
trader  JOHN  H  AUSTIN  A  CO  , 

Utt  I  iagnm  Court,  ?«D«biir«h  itiMt  Ii«ii4oa< 


To  Locomotive  Engine   llui!- 
ders  and  Eng^ineers. 

THE  Proprietors  oft"er  for  rent  for  a  torm  oi 
years,  with  immediate  possession,  the  splendid 
property,  known  ;is  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
pobite  the  City  of  New  Orlcan-^,  and  within  300  feet 
of  the  River,  with  which  it  is  conoccted  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofti, 
and  woe  erected  in  1 S48  at  a  very  heavy  expense , 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  fur  a  Foundry  and  Machine 
Sliops,  or  almost  any  mechanical  business  They 
now  contain  a  new  and  powerful  Engine  and 
Boilor  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  dtc,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  800  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen.' 

The    terminus  and  depot   of  the   Now  Orleana, 

Opelousas  and  Great  Western  Railroad  is  situated 

about  SCO  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  tha 
manufacture  of  Locomotivis  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Milb, 
and  other  descrlptioiis  of  Machinery. 

Thero  are  no  Sho|w  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  .Machiner}',  and  as  the  Rail 
road  Companies  now  urganize<l  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — r*  large  part  of  which  is  already  under  con- 
tract,— the  property  now  oflerod  for  lease  oflei-s  a 
most  eligible  opportunity  for  parties  dcoiring  to 
contract  to  furnish  the  Engine.s  Mid  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  ia  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleana. 

The  Establishment  and  praspect  of  remunerat- 
ing work  to  be  secured  iimnodialely  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  respon.'.ible  parties  will  be 
promptly  attended  to,  and  to  Fatisfartory  parileo 
the  proprietors  of  the  Work^;  can  otiiir  favorable 
terms  and  arr^ingeraents.  ■  i .    •      ; 

Letters  may  be  addressed  to  i  • 

-  B.  B.  SUMNEB, 

No.  61  Camp  Street, 
•     •    "^      '  New  Orleans; 

and  further  Informalion  may  be  had  by  applying 
to  Messrs.  Barstow  &  Popk,  Pin*  Street,  New 
York. 


1  QnO  "^^^  Yorkshire  T   rail,  weighing  60 
lOvJv/Jbs.   to  the  yard,  and  of  a  sui>&rior 
quality  daily  due  and  for  sale  by,     - 

NAYLOR  dt  CO. 


Oxford  Fnrnace,  N.J,    . 

ESTABLISHED  A.  D.  1743. 
''T^BG  Subdciiber  nianuiucture«  and  keeps  couaiaat- 
A  ly  on  hand  for  sale,  every  vnriety  and  size  of  Ral'- 
road  VVheols  made  from  the  celobroteJ  (■^xlord  Iiou. 
All  orders  addressed  to  CHA«.  SCR^.NTON,  Ojc- 
ford  Furnace  P.  U.,  will  be  aiteniUJ  to  promptly. 
Sept.  II.  1PS2.        lv»  f        f   t 


Book  and  Job  Printing. 

The  rmdersiifned  have  added  to  the  PRINTING 
ESTABLISHMENT  of  the  "  RAILROAD  JOURNAL,** 
an  extensive  OFFICE  for  BOOK  AMD  JOB 
PRINTISQ,  which  they  aro  now  prepared  to 
execute  in  the  best  manner,  and  with  dispatch. 
They  respocUVilly  solicit  from  RAILROAD  COM- 
PANIES, orders  for  the  PaiiimNe  of  Bxhikiti 
Time-UtbUs,  Circulars,  Tickets,  ^c,  4k.  ■  ;\v 

J.  H.  SCHULTZ  &  CO.v^ 

iVm  Ytrk  Afrii9,  1868. 
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The  Mechanical  Engineering  department  of  ico°ntr)-  lor  several  yearspast,  would  very  nearly 


this  paper  will  be  under  the  charge  of  Mr.  Zerau  i  cease 


COLBURN. 
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There  can  V  no  douM  that  a  stAte  of  things  in- 
jurious to  the  interest  of  the  European  nations,  is 
prejudicial  to  onr  own,  though  in  a  less  degree. 
All  commercial  nations  compose  one  family,  the- 
losses  of  the  several  members  of  which  are  shared 
by  the  others.  Money,  or  property  of  which 
money  is  the  representative,  always  seeks  an 
equilibrium.  It  flows  in  the  direction  of  the  vacu- 
um. If  it  be  abundant  in  Euroi)e,  it  moves  off,  to 
use  the  expression,  to  other  countries.  Should 
the  reverse  prove  true,  the  current  will  be  in  the 
opposite  direction.  The  prosperity  of  one  member 
of  the  great  commercial  family  reacts  upon  all 
the  others,  while  all  are  more  or  leas  implicated  in 
the  disasters  of  the  individual.  The  highest  good 
of  each,  is  in  fact,  measured  by  the  aggregata  good 
of  aU.       ■    ,"V-.  ■  "■  .  /V'^V'^V    -.^vf.  «^;:-^- 

An  European  war  therefore  could  not  fail  to  ef- 
fect this  country  disastrously.  A  sudden  outbreak 
of  hostilities  might  send,  in  the  outset  a 
large  amount  of  capital  to  this  country.  But  the 
sudden  abundaoce  would  be  like  the  cargo  of  a 
wrecked  vessel  scattered  profusely  along  our 
shores,  which  for  a  time  would  make  a  vastly 
greater  show  than  if  safely  received   into  ware- 


Conparatlve  Vle^nr  of  Aoterieaa  and  Karo- 
pean  Securitlea. 

The  probable  effect  that  a  European  war  would  ^hooseg  and  dealt  out  in  the  ordinarj-  course  of 
have  upon  the  commercial  affairs  of  this  country,  trade.  The  sudden  influx  would  bear  the  same 
is  one  of  the  most  interesting  and  exciting  topics '  relation  to  the  sums  of  which  this  country  have 
before  the  public.  It  is  a  subject  upon  which  the  been  in  the  consUnt  receipt  from  the  continent, 
opinion  of  hardly  any  two  men  agree.  Some^ee  ^hich  have  been  the  surplus  of  a  prosperous  in- 
in  a  war,  high  prices  for  many  of  our  staples,  ac-  dustry,  that  the  disaster  supposed,  would  to  the 
tive  employment  for  our  shipping,  and  a  large  in- '  regular  course  of  trade.  Commercially,  the  United 
flux  of  foreign  capital,  flowing  for  safety  to  this '  States  have  the  same  interest  in  the  preservation 
country.  Others  see  in  a  war,  an  exactly  rovers-  of  peace  throughout  the  world,  that  European  na- 
ed  sUte  of  things ;  a  great  loss  in  the  general  de-  tions  have,  though  this  interest  is  more  remote  and 
rangement  of  business,  a  diminished  amount  of  contingent, 
aggregate  productions  in  foreign  countries,  and  a      But  whether  war  is  to  result  or  not,  the  fear  of 


consequently  diminished  demand  for  other  staples 
of  our  own,  which,  perhaps,  perform  a  more  impor- 
tant part  in  our  commercial  affairs  than  com  and 
provisions.  They  fear,  too,  should  public 
credit  in  Europe  sustain  a  severe  shock,  that  pro- 
perty there  could  not  be  converted  into  ready 
money  for  exportation  to  this  country ;  that  the 
exportation  of  some  of  our  own  leading  staples 
would  languish,  and  that  the  importation  of  foreign 
capital,  which  has  been  steadily  coming  into  this 


war,  and  the  measures  taken  to  escape,  as  far  as 
possible,  from  its  evils,  cafinot  fail  to  excite  gene- 
ral inquiry  as  to  the  value  of  the  securities  of  this 
country,  and  their  safety  for  investment,  for  per 
sons  seeking  to  place  their  means  beyond  the 
reach  of  contingency.  The  securities  of  the  old 
World  are  distrusted,  and  attention  is  turned  to 
those  of  the  United  States,  as  offering  better  con- 
ditions of  safety.    It  strikes  us  that  only«  cnrso- 


this  country  are  oatitled  to  a  vastly  greater  de- 
gree of  confiilenre  than  tho.se  of  Euroix;. 

In  corauRTcial  matters   it  is  the  character  of  a 
transaction  th.-it  renders  its  fulfillment  probable. 
On  the  contrary,  as  a  rule  of  law,  an  obligation  un- 
accompanied  by  a  consideration  received  by  the 
obliged  party  to  the  contract,  is   voidable.     Ii    is 
only   an  extension  of  this  principle,  which   is  the 
rea.son  why  ^banker  will  not  discount  accommoda-' 
lion   pai)er.     He  sees  that  the  obliged  party  has 
received  no  benefit  by  lending  his  name,  and  fur- 
ther, that   as  the  paper  does   not  represent  a  bona 
fide  transaction,  or  the  transfer  of  property  from 
one  person  to  another,  that  there  may  be  no  such 
basis  and  nothing  from  which  the  paper  can  l)e 
met  at  maturity.     Such,  as  before  stated,  are 
principles  of  law,  and  such  the  practical  construc- 
tion given  to  contracts  which  are  not  based  upon 
a    regular   and     ordinary    business    transaction. 
Now  the  securities  of  the  United  States,  both  of 
the  States  and  of  private  companies,  are  based  up- 
on regular  business  transactions.     They  re;  resent 
money  borrowed  for  useful  objects.     The  consider- 
ation has  been  actually  received ;   and  more  than 
this,  the  benefits  gained  are  more  than  quadruple 
the  amount  of  money  borrowed.    There  is  not  a 
doubt,  that  for  every  dollar  expended  upon  our 
public  works,  the  value  of  the  taxable  property  of 
the  country  has  been  increased  mure   than  four 
fold.   The  credits,  therefore,  used  for  the  construc- 
tion of  railroads  and  canals,  and  works  of  a  similar 
character,  have  been  in  the  nature  of  regular  bona 
fide  transactions,  where  the  value  represented  has 
been  received,  and  where  to  crown  the  whole,  the 
ventures,  if  they  may  be  so  called,  have  proved 
most  fortunate,  and  where  the  borrowing  p;a'ties 
have,  to  show  for  their  debts,  property  exceeding 
in  amount  four  times  their  obligations. 

The  comnurciai  character  of  the  obligatioDC 
contracted  by  the  several  States  is  farther  showR 
by  the  measures  adopted  (with  one  or  two  exc-ep- 
tions)  for  their  prompt  payment.  In  this  -particu- 
lar the  policy  of  the  National  and  State  govern- 
ments, of  this  country,  contrasts  most  strikingly 
with  that  of  European  Sutes.  Our  general  govern- 
ment i£  rapidly  liquidating  its  trifling  debt  of 
some  £10,000,000,  by  purchasing  its  immatured 
obligations  at  a  premium  of  ttoenty-one  per  cent ! 


ry  examination  will  show  that  the  securities  of*  Nearly  all  State  governments  are  rapidly  liquid. 
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*tii>g  their  liabilities  incurred  in  most  instances  |  general  condition   of  the   people,    improved:    in 


for  works  of  internal  improvements.  The  pro- 
gress of  a  few  years  will  extinguish  the  obliga- 
tions of  the  most  of  th«m.  Those  liabilities  are 
treated  exactly  as  are  those  of  a  private  commer- 
cial house,  which  are  not  left,  iis  a  matter  of  course, 
as  an  inheritance  to  kcirs.  The  pul/lic  debt  of  this 
country  is  in  such  a  process  of  rapid  p.ayment, 
that  the  lapse  of  ten^'years  will  reduce  the  aggre- 
gate indebtedness  of  this  kind,  to  one-tenth  its 
present  amount. 

Of  the  character  described  are  the  liabilities  of 
pricale  companies.  These  have  .ill  the  guarantees 
of  soundness,  by  the  nature  of  tiic  original  trans- 
actions, and  the  succe.ssful  results  which  have 
been  achieved.  To  an  unquestioned  moral  and 
legal  obligation  may  bo  addetl  t!ie  almndant 
means  in  the  hands  of  our  people,  which  the 
public  works  themselv«H  have  created.  Xo  pos- 
sible excuse  can  be  framed  f.»r  iio:i-p;iymeut. 
neither  in  the  nature  of  the  original  transactions, 
nor  for  the  want  of  sufficient  means. 

Contrast  the  nature  ot  the  i/ases  upon  which  the 
public  obligations  of  this  country  r«st,  with  those 
which  underlie  the  obligations  of  Enropian  States. 
It  is  not  invidious  to  say,  that  the  debts  ol'thelattei 
wera  not  contracted  solely  with  a  view  to  promote 
the  material  and  social  advantage  of  the  people, 
but  to  carry  out  the  measures,  or  policy  of  the 
governments,  quite  adverse  in  their  influence,  to 
the  public  good.  The  national  debt  of  England,  for 
example,  was  created  for  the  purpose  of  carrying 
CD  distant,  expensive,  and  useless,  wars ;  wars< 
worse  than  useless,  because  att.nded  with  a  vast 
destruction  of  prop«rty  and  life,  demoralizing  iii 
the  highest  degree  to  all  connected  with  them, 
and  entailing  vast  burdens  upon  the  industry  of 
the  nation,  in  addition  to  those  which  the  debtt. 
have  created.  Debts  of  other  States  have  b«en 
contracted  for  similar  objects,  or  for  the  purpose 
of  providing  means  to  curb  still  further  the  rights 
of  the  people.  Such  debts,  the  great  mass  feel  no 
obligation  for  their  payment,  in  the  sense  of  bene- 
fits received.  The  obligations  imposed  are  not 
met  with  that  feeling  of  moral  duty  which  renders 
the  payment  of  an  ordinary  debt  a  pleasure. 
Those  upon  whom  in  the  end,  the  burden  falls,  the 
laboring  chisses,  having  had  no  voice  in  their  con- 
traction, nor  payment,  do  not  look  with  anxious 
eyes  to  the  final  emancipation  from  their  liabili- 
ties, as  do  those  by  whom,  from  the  nearer  re- 
lation the  indiridual  sustains  to  the  Slate,  a  pub- 
lic debt  is  regarded  in  almost  the  same  light  as  a 
private  one.  While  in  Europe  the  great  mass  ar« 
indiflerent  to  the  future  payment  of  the  public  li- 
abilities, the  privileged  and  wealthy  classes,  have 
too  many  burdens  resting  upon  their  shoulders,  to 
think  of  providing  anything  but  for  the  wants  of  the 
day.  Under  sech  a  sUte  of  feeling,  the  debts  of 
the  European  governments  go  on  steadily  increas- 
ing from  year  to  year,  absorbing  in  useless  ex- 
penditures, no  small  portion  of  the  annual  incre- 
ments of  wealth  of  their  subjects. 

As  contrasted  with  those  of  our  own  people,  the 
debts  of  European  governments  lack  that  sense 
of  moral  obligation  for  benefits  received,  which 
lie  at  the  foundation  of  the  obligations  of  the  ge- 
neral and  Sute  governments  of  this  country. 

Neither  have  they  been  productive  of  results, 
by  which  the  aggregate  value  of  the  property  of 
the  country  has  been  vasUj  increased,  and  the 


other  words,  they  have  not  been  in  the  nature  of 
commercial  transactions,  nor  would  many  of  them 
be  sustained,  tried  by  the  test  that  determines  the 
validity  of  ordinary  contracts. 

With  these  difF^^rences  in  prinfiplc,  we  contend 
that  American  securities  rest  upon  a  much  strong- 
er basis  tiian  these  of  the  European  Slates.  With 
us  no  sophistry  can  destroy  the  sense  of  moral  ob- 
ligation. In  Europe  that  sense  docs  not  exist,  be- 
cause it  cannot  be  connected  with  an  idea  of  a 
benefit  recciveJ.  A  change  in  the  structure  of 
Europ<'an  Governments  mi^ht  sweep  away  all  ac- 
knowlrdgeracnt  of /;a.<^  obligations,  because  they 
rest  only  in  memory.  To  eflect  a  similar  change 
in  this  country  ,human  nature  itself  must  be  chang- 
ed. A  person  therefore- who  purchases  the  secu- 
ritit's  of  the  latter  takes  a  part  in  its  progress, 
which  based  upon  legitimate  means,  cannot  fail  to 
be  accompanied  by  the  most  satisfactory  results. 
Our  indebtedness  has  been  incurred  as  the  most 
efficient  means  for  promoting  the  physical  comfort 
of  our  people.  In  Europe,  the  public  debts  have 
been  incurred  mainly  upon  poliUcal  considerations. 
The  results  that  have  followed,  instead  of  improv- 
ing have  rendered  the  condition  of  the  great  mass 
less  tolerable,  and  if  the  nature  of  a  transaction 
lepends  upon  its  original  character  what  is  there, 
when  this  is  forgotten,  why  the  obligation  itself 
should  not  be  repudiated  ? 

In  addition  to  the  grounds  that  have  been  urged 
in  favor  of  the  securities  of  this  country  is  to  be 
taken  into  consideration,  the  facts,  that  the  Govern- 
ment of  the  United  States  is  the  most  stable  one 
in  the  world  for  the  reason  that  there  is  no  person 
subject  to  its  laws,  that  does  not  believe  that  he 
would  be  the  loser  by  this  ch  ange.  Every  man  in 
the  community  therefore  acts  as  a  custodian  of  our 
institutions.  The  loyally  to  the  Government  is  not 
an  enforced  one.  It  is  the  result  of  conviction  rath- 
er than  coercion.  So  long  as  this  feeling  prevails, 
fundamental  change  is  impo.sslblc.  The  securities 
of  this  country  therefore,  partake  of  the  immu- 
tability of  the  public  sentiment,  which  must  for  a 
long  time  contiime.  They  are  iaseparably  con- 
nected with  the  material  j)rogres3  of  our  people  — 
This  progress  insures  their  safety,  and  this  safety 
must  con'iuue  so  long  as  the  character  of  our  ge- 
neral indebtedness  remains  unchanged. 


and  Covington  Railroad  with  renewed  energy.  Ar- 
rangements were  made  to  place  an  increased  force 
on  the  road,  means  provided  to  pay,  juid  a  deter- 
mination manifested  to  carry  on  the  work  rapidly. 


Abstract  of  Sc>i«dttles  and  Tables  appended 
to  the  New  fork  and  Brie  Kallroait  Re- 
port* 

coNSTRL'CTiON  ACCOUNT — Schedule  A. 

This  was  given  in  the  Journal  of  Dec.  17, 1863 ; 
but  the  footings  may  be  repeated. 

Amount  to  Sept.  30,  1852 $26,571,732  77 

From   Sept.   30,  1862  to  Sept.  30, 

1853 4,651,101  44 


Total,  Sept.  30,  1853 S31,222,834  21 

FU.NDBD    DEBT Schcdulc  B. 

1st  Mortgage  Bonds S3,000,000  00 

2d        "  "       4,000,000  00 

Income  Bonds 2,649,000  00 

Convertible  Bonds,  1871 4,351,000  00 

1862 3,500,000  00 

Mortgage  Bonds,  1883 2,170,000  00 

7  per  cent,  certificates 503,868  90 


DtscoTery  of  Gold  ou  the  Northern,  or  Gov. 
8teveiait%  route  to  the   Pacltlc> 

The  last  mail  from  the  Pacific  brings  the  report 
that  gold  has  been  discovered  by  Capt.  McClel- 
land's  surveying  party  upon  the  banks  of  the  Ye- 
nass.  Parties  were  engaged  in  digging,  and  were 
making  from  S3  to  S6  per  day.  It  will  be  recol- 
lected that  Captain  McClelland  is  engaged  in  con- 
junction with  Gov.  Stevens,  in  making  the  survey 
of  the  railroad  from  St.  Pauls,  Minnesota,  to  Pu- 
gefs  Sound. 

This  is  another  encouraging  omen  in  favor  of 
the  Great  Northern  Route  to  the  Pacific,  and  if 
the  mines  pjove  productive,  we  may  expect,  ano- 
ther season,  to  see^hosts  ef  adventurers  fiocking  to 
them  b/  this  route. 

Liouisville  anrt  CoTlnglon  Railroad. 

T/ie  Linditille  Democrat  states,  that  notwith- 
standing the  difficulties  in  the  money  market,  and 
other  obstacles,  the  most  vigorous  mejisures  were 
adopted  at  a  recent  meeting  of  the  Board  of  Di- 
rectors to.  prosecute  the  work  of  the  LonisTille 


020,173,868  90 
FLOATING  DEBT — Schedule  C. 

Bills  payable $3,038,089  40 

"   receivable 353,062  91 


Palance,  fioating  debt $2,685,026  49 

TRANSPORTATION  ACCOUNT — SchcdulC  D. 

To  InteresU  paid  during  year $1,298,291  29 

"  Dividend  on  stock 252,660  00 

"  TransportJition  expenses,  1853..   2,407,373  13 

"  Rents  and  losses 111,408  56 

"  Balance  to  new  account 366,390  69 


$1,436,123  66 

By  Balance  from  old  account $   117,161  30 

"  Freight  eaniings,  1850 2,537,214  62 

"Passenger    "  "      1,601.209  71 

"  Other  earnings  and  rents.* 142,019  46 

"  Dividends,  Buffalo  and  State  Line 

Railroad 38,518  67 


$4,436,123  66 
TRANSPORTATION  EXPENSES — Schedule  F. 
Office  and   Station  Expenses. 

Office  expenses  and  Stationery $  88,711  78  • 

Agents  and  Clerks .' 108,500  24 

Labor,  loading  and  unloading 12 1,020  17 

Cost  of  Runninis. 
Porters,  watchmen  and  switchmen. .  .     48,845  62 
Wood  and  water  Station  attendance..        8,058  78 

Fuel,  first  cost  and  labor 373,818  45 

Pa.ss.  Conductors,  Baggage  and  Brake- 
men  85,772  27 

Freight  Conductors  and  Brakemen.. .    118,889  42 
Passenger  Enginemen  and  Firemen..      78,874  34 

Freight  Eiiginemen  and  Firemen 101,324  80 

Oil  and  waste,  Passenge*  engines  and 

tenders 28,696  62 

Oil  and  waste.  Freight  engines  and  ten- 
ders        32,461  53 

Oil  and  waste,  Passenger  and  Baggage 

cars 13,889  91 

Oil  and  waste,  Freight  cars 19,573  62 

General  E.vpenses. 
Loss  and  damage  of  goods  and  bag- 
gage       43,517  53 

Damages  for  injuries  to  pei-sons 34,984  23 

to  property 9,560  36 

General  superintendence 30,994  49 

Contingencies 49,146  86 

Repairs  of  Engines  and  Cars. 

Engines  and  tenders,  passenger 115,773  84 

freight 117,696  69 

Passenger  and  baggage  cars 81,603  28 

Freight  cars 78,393  47 

Tools  and  machinery  in  shops 24,479  30 

Incidental  expenses  about  shops 16,947  30 
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8ft 


Repairs  of  Track  and  Roadwaij. 

Roadbed 21,690  70 

Track '• 340,724  31 

Fences,  Gates,  etc 6,832  57 

Ri pairs  of  Structures. 

Truss  bridges 15,743  61 

Passenger,  wood  and  water  stations. . .  19,882  22 
Eugine  and  car  houses,  machine  and 

work  shops 5,461  02 

Rents,  (dwellings.) 623  78 

Telegraph 3,012  70 

Incidental. 

Superintendence  and  oflace  exj)ease8..  3,139  40 

Taxes 41,372  25 

Contingencies T 11,099  33 

Miscellaneous. 

Y&rcy 122,268  61 

Expenses  of  oiKjrating  Telegrap  i 26,092  84 


Total $2,407,373  13 

TABLE    (a)    of    branch    AND    TRIBUTARY    ROADS. 

Roads  BuiU. 

From.  To.  -    .  Miles. 

Sufferns Piermont 18 

Chester Newburg 19 

Great  Bend Scranton 50 

Owego Ithica 28 

Elmira Canandaigua 64 

"     Niagara  Falls. 98 

Coming Batavia 90 

"       Blossburg •.,  40 

Horn  ILyille... Buffalo 91 

Dunkirk Pennsylvania  LiQ« 28 

526 
Roads  not  Completed, 

Susquehanna,'  Pa.  Carbondale,  Pa 40 

Binghampton . .  Albany 140 

..Utica 85 

"  . .  Syracuse  and  Oswego 109 

"  ..Auburn 76 

Elmira Williamsport,  Pa 75 

Corning Buffalo 45 

"       Ceres  and  Pittsburg,  Pa 75 

Olean Ceres  and  Pittsburg,  Pa 187 

Little  Valley. ..  Erie,  Pa 82 

913 

(C)   CHARACTERISTICS    OP    THE    ROAD,   GRADES,  ELE- 


VATIONS,   DISTANCES,   ETC. 


Names  of  Places. 


Elevation 

above  tide, 

in  feet. 


Sufferns 281-80 

Chester 45565 

Otisville  Summit 896-78 

Delaware  SUtion 43642 

Deposit 99717 

Gulf  Summit 1,366*38 

Susquehanna 90688 

Owego 81366 

Elmira 86432 

Corning 92103 

Hornellsville 1,138-87 

Almond  Summit -.1,76017 

Andover 1,67625 

Belvidere 1,369-38 

Cuba  Summit 1,67742 

Olean 1,418-52 

Great  Valley 1,390- 58 

Summit 1,596'58 

Dunkirk 68000 


Distance, 
from  N.  Y. 
via  U.  R.  R. 
in  miles. 
32 
65 
75)^ 
88 
1761 
.     184 
192 
236)4 
273 
290} 
331  >^ 
344J 
349 
3651^ 
377} 
394} 
410} 
436 
469 


Curved, 
'  infect. 

Eastern 138,870 

Delaware 296,840 

Susquehanna . .  221 ,096 

Western 193.750 


Slraiglit, 
in  feet. 

250,530 
248,522 
612.620 
487'051 


Chairs. 
Weight. — In  old   track  about  17   lbs.  each, 
new  track,  and  renewals,  about  25  lbs.  each. 
Number.— About  600  per  mile. 

Sjn/,es. 
Weight. — .\bout  9  ounces  each. 
Number. — About  13,493  i)er  mile. 
Jinn  Rails. 


In 


Total 850,555     1,498,723 

Grades. 

Ascent  West,  Descent  West, 

in  feel.  ii)  feet. 

Easiern 1,625  1,189 

Delaware 930  459 

Sasijuehanna 486  2i4 

W«st«rn ,...1,282  1,840 


ToUl 
tons. 
4,100 


Division. 

Ufiii»ii  l;;iiiro;itl 

Newbui  g  r..-.iii.-li 2,000 

Eastern  Division 13,700 

Dclawarr 11,900 

Susqueliauiia 23,163 

:  Wisurn 14,420 


Total 


4,323 

Sum  of  both, 
in  feet. 

Eastern ......2,814 

Delaware 1.389 

Susquehanna 730 

Western 3,123 


Average  per 
Mile,  in  feet. 

38 
X« 

24 


Total G9.288 


Total 8,05U 

TABLE    (D)    OF    BRIDGING 

Trestle, 
feet. 
Division. 

Newburg  Branch.  .. 

Eastern 1,184 

Delaware 670 

Susquehann 1,299 

Western 608 


Total 

bri<l-g, 

feit. 

805 

3,430 

4,427 

12,262 

2,743 


18 

Farm  and 

highway 
Bridging. 

-14 

5 

10 

-     0 


Name  of  Division. 

Eastern 4,490 

Delaware 9,244 

Susquehanna 4^817 

Weetern 4,201 

Total 22,252 


U  I  a  N  M  E  N  T  . 

Curvalure. 

Whole  No.  of  Aver'ge  per 

Degrees,         Mile  Deg. 

60 

...   88 

..  V-   35 

82 


50 


3,761  23,727  35 

Union  Railroad 188  1.610 

Totals 3,949  25,337  70 

Of  the  above,  the  bridging  in  feet   on   second 
track,  is  as  follows: 

Eastern 442  1,308  00 

Susquehann 187  3,836  00 

Union  Railroad 834  00 


Totals 629     6,478 

Culverts. 

Union  Railroad 5  arch  from  6 

15  box 

4  arch 
10  box 


Newbnrg  Branch. 
Eastern  Division.. 
Delaware      " 
Susque.         " 


(I 


6 

n. 

6 

1 

6 

1 

3 

2 

6 

2 

4 

2 

6 

00 

to  12  feet, 

to   4  " 

to  15  " 

to    3  " 

to  40  " 

to    4  " 

to  16  " 

to   4  " 

to  15  " 

to    4  " 

to  20  " 

to    6  " 

t<»30  " 

to    6  " 

to  12  '• 


Union  R.  R. 


26  arch 
116  box 
26  arch 
186  box 
46  arch 
79  box 
68  open 
112  drains 
Western        "       ....   68  arch 
"      ....197  box 
"  "      ....   73  open 

152  feet  Viaduct,  3  Arches  each  30  feet. 
35    "        "  1        ••        "     15    " 

86    "        "  3        "        "2,16;  1,20. 

(D)    WIDTH    OF    EXCAVATIONS    AND    EMBANKMENTS. 

Excavations. — For  Ist  track,  20  feet  in  thor- 
ough cuts,  and  17  feet  in  side  cuts,  including  4 
feet  ditches.  For  2d  track,  23  fefit  in  thorough 
cuts,  and  18  feet  in  side  cuts,  including  5  feet 
ditches. 

Embankments.— For  Ist  track,  14  feet  at  grade. 
For  2d  track,  13  feet  at  grade. 

Slopes  in  Rock. — Usually  from  1-6  to  1  to  1-2  to 
1. 

Slopes  in  Earth.— Usually  from  1  1-2,  to  1  to  2 
to  1. 

Cross-  Ties. 

Dimensions.— Generally  9  feet  long,  6  inches 
thick,  and  not  less  than  six  inches  on  t  he  face. 

Number.— In  old  track  about  2,200  per  mile. 
In  new  track  about  2,934  per  mile. 


narrow . 
wide 


First 
track. 

.    27 

.    11 


Second 
track. 


Newbuig  Brand* 18/ .^  — 

Eastern 74  47 

Delaware 104  — 

Sus^juehaaua 139  80: 

Wesu-rn .128,'^  — 

Total 502  133} 


7141 

Sidings 

and 
turnouts. 

3 

^% 
16 
16 

19 
•111/ 

79 


502 

BAI.LASTIVii. 

On  the  Union  Railroad,  29i  miles  of  the  first 
track  are  balhistcd  to  a  depth  of  3  inches.  Of  th«> 
second  track,  5  miles  arc  ballast(*d  18  inches  deep, 
and  7'o  miles  remain  to  be  l)allasled. 

On  the  Newburg  Branch,  9  miles  are  ballasted 
12  inches  deep  ;  the  remaining  9)^  miles  6  inches 
deep. 

On  the  Eastern  Division,  42  miles  of  the  first 
track  are  ballasted  18  inches  deep  ;  12^^  miles,  12 
inches  and  20  miles  rwmain  to  be  ballasted.  Of  Uie 
second  track  44  miles  are  ballastsd  24  inches  deep, 
while  2\%  miles  remain  to  be  ballasted. 

The  whole  of  the  first  track  of  the  Delaware 
Division,  104  miles,  is  ballasted  18  inches  deep, 
but  of  an  inferior  quality.  Of  the  second  track, 
3  miles  ar# ballasted  24  inches  deep,  and  \\% 
miles  remain  to  be  ballasted. 

On  the  Susquehanna  Division,  25  miles  of  the 
first  track  are  ballasted  6  inches  deep,  and  115 
miles  remain  to  be  ballasted.  The  whole  of  the 
second  track,  from  Susquehanna  to  Corning, 
86^  miles,  is  ballasted  30  inches  deep. 

On  the  Western  Division,  107  miles  are  ballasted 
18  inches  deep,  and  21>^  miles  remain  to  be  bal- 
lasted. 

(E.)      STATEMENT     OP      ENGI.VES     COST     OF     REPAIBS 
AND    PERFORMANCE    IN    MILES    RUN. 

Cost  of 


Name  of  Division. 


w-g.2 


ord. 


Union  Railroad 9 

Extern  Division. ...  42 
Delaware  do.  ...  31 
Susquehanna  Divis.  35 
Western  do.     86 


Repairs. 
S12,717  34 
51.429  96 
23,463  06 
28,784  97 
32,348  43 


Cost  of 

extra 

Repairs. 
S3,078  62 
22,227  09 
49,205  45 
46,270  24 
20,118  66 


Totals 153  S148,744  36  $139,899  96 


Total  Cost 

Repairs. 

Union  Railroad $15,796  86 

Eastern  Division... .  73,657  04 
Delaware  do.  ...  72,669  11 
Susquehanna  Divis.  74,055  21 
Western  do.       52,467  09 


Miles 


run. 


S.5 


c3  S 
114,825  13,76 
746,627  9,87 
569,448  12,76 
703,884  10,63 
656,225    8,00 


ToUls $288,644  81    2,790,509  10,84 


ae 
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TABLK  (F.)  or  PASSENGKR  BUSINESS  FROM  OCT.  1, 

1861,  TO  SEPT.  30,  1853. 

Giving  ihc  uumber  of  passengers  entering   and 
leaving  the  cars,  and  the  tickets  sold  and  taken 
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Tbat  part  of  Table  (F),  of  passenger  busines 
going  and  coming  to  the  principal  stations  gives 
the  same  character  of  information  as  is  contained 
in  the  preceding  table 

TABt.e  (,0)  OF  THE  TONS  OF  FREIGHT  AND  RECEIPTS 
TUERF.FOR,  FORWARDED   AND  RECEITEO   FROM 

OCT.  1,  1861,  TO  SEPT.  30,  1863. 
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that  source  in  the  transportation  account.  On 
another  page,  S74,043  78  are  given  as  receipts  for 
carrying  express  freight,  but  it  is  not  stated  where- 
in that  sum  is  included  in  the  general  account. 
S21,904  86  was  also  received  for  extra  baggage. 
The  mail  service  performed  in  1863  amounted  to 
S110,708  79.  The  balances  due  from  station 
agents  and  conductors  amounted,  Sept.  80th,  1858, 
toS123,638  18.  i        .     • 
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The  receipts  for  freight  forwardedfrom  Oct.  1st, 
1862,  to  Sept.  30th,  1853,  being  S2,459,743  68, 
arQ  S77,470  94   less  than    the  amount  credited  to 
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The  business  going  and  canting  to  the  different 
offices  for  1863,  thus  appears  to  be  $3,261,848  64, 
and,  therefore,  one-half  of  this,  SI  ,630,924  27  is 
the  actual  income  fioiu  passenger  transportation. 
This  is  S29,714  56  more  than  the  income  credited; 
from  this  gouice  to  the  transportation  account.' 
The  report  does  not  appear  to  account  for  this 
'discrepancy. — Ed.  R.  R.  Journal.  \ 


Vnlon  Depot  at  Blnglianiptont 

The  Binghampton  Daily  Republican  states  that 
a  large  Union  Depot,  for  the  Erie,  Albany  and 
Syracuse  Railroads,  will  soonfbe  erected  in  Bing- 
hampton, worthy  of  these  railroads,  and  of  the  vil- 
lage. Messrs.  Minot,  Kirkwood  and  Gilbert, 
Superintendents  of  tha  Erie,  Albany  and  Syracuse 
Railroads,  and  others,  met  at  the  Lewis  House  in 
this  village  on  this  subject.  A  beautiful,  open 
iron  bridge,  will  be  erected  over  Chenango  street 
for  the  trains — a  structure  which  the  safety  and 
convenience  of  our  citizens  have  long  required.! 
A  large  Union  Depot  for  the  mutual  accommoda-' 
tion  of  the  railroads  and  the  people— a  massivej 
building  which  will  be  an  ornament  to  the  village,! 
aroidiDg  the  fearful  dangers,  of  which  we  have  bad 


painful  examples,  of  railroad  crossings,  is  tho  only 
thing  with  which  our  citizens  will  be  satisfied,  and 
is  alike  demanded  by  the  interests  of  the  railroads 
and  the  people. 

Wilintiigton  and  SIanoli«aler  Railroad. 

We  learn  from  the  Marion  Star  that  the  part  of 
this  Road  West  of  the  Great  Pee  Dee,  was  com- 
pleted last  week,  so  that  the  cars  now  run  up  to 
the  river.  The  Eastern  end  of  the  road  is  also 
finished  to  within  three  miles  of  the  Great  Pe« 
Dee.  The  cylinders  at  the  Great  Pee  Dee  Bridge 
are  all  sunk,  and  rest  on  a  firm  clay  foundation, 
from  sixteen  to  eighteen  feet  below  the  bed  of  th« 
river,  so  that  hereafter  the  construction  of  th* 
bridge  may  proceed  witbout  impediment  or  delay. 
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8»f«tjr  Kystein  of   tlie  Newr    York    anti   Netr 
Haven  Railroa<l> 

BTZERAHCOIBURN. 

By  a  "  system  of  safety,"  as  applied  to  a  rail- 
road, we  understand  an  eUboration  and  arrange- 
ment of  precautions ,  designed  for  the  observance 
of  each  and  every  one  assisting  in  conducting  the 
transportation  of  the  road. 

Railroad  systems  are  different,  depending  inci- 
dentally upon  the  characteristics  of  the  road,  and 
of  its  traffic,  but  especially  different  according  to 
the  estimate  placed  by  different  managers  on  the 
value  o{ safety,  and  the  necessity  of  caution. 

A  safe  system,  well  observed,  is  about  the  same 
thing  as  sacfe  travelliug."  Thejecling  of  security, 
which  travellers  can  best  appreciate,  and  which 
results  in  the  preference,  and  to  the  revenue,  of  a 
•afe  road,  is  enhanced  by  a  knowledge,  on  the  part 
of  travellers,  of  that  system  to  which  their  lives 
are  committed. 

As  an  illustration  of  a  safe  system,  possessing 
especial  precautionary  features;  from  its  value  as 
an  example  for  imitation  ;  and  from  its  interesting 
character  in  inspiring  the  confidence  of  travellers 
over  that  line,  the  regulations  adopted  by  the 
New  York  and  New  Haven  Railroad  Company  will 
be  presented. 

The  worst  accidents  which  occur  on  railroads 
are  the  results  of  derailments  and  collisions.  The 
former  class  of  accidents  may  occur  at  draw- 
bridges or  switches ;  at  defective  or  obstructed 
points  of  the  line ;  or  at  any  point  by  defective 
machinery.  Collisions  may  occur  either  from 
meeting  or  overtaking  trains.  To  prevent  derail- 
ments, (otherwise  getting  "  off  the  track,")  requi- 
res that  all  interruption  or  diversion  of  the  contin- 
uity of  the  rails,  at  the  time  of  the  passage  of  tbe 
trains,  be  guarded  against.  This  duty  is  entrusted 
to  draw  and  switch  tenders,  track  repairers  and 
signal  men.  They  protect  the  track,  and  commu- 
nicate with  the  enginemen  and  conductors  of  the 
trains  by  signals.  The  movements  of  the  trains, 
relative  to  each  other,  any  irregularity  in  which 
would  tend  to  produce  collisions,  are  controlled 
by  the  enginemen  and  conductors. 

It  is  princ  pally    against  these  most  serious 
classes  of  accidents,  and  especially  against  front 
or  rear  collisions,  that  the  peculiar  features  of  the 
system  of  the  New  Haven  Co.  are  made  to  apply. 
Before  describing  their  system  in  full,  a  brief 
description  of  the  line  of  their  railroad  is  necessa- 
ry.    This  road,  with  a    portion  of  the    Harlem 
road,  extends  between  the  two  points  indicated  in 
its  name,  and  is  76  miles  long  between  its  extreme 
termini.     It  follows   the  general   course    of  the 
north  shore  of  Long  Island  Sound,  crossing  many 
of  the  rivers  and    creeks  having  their  outlets 
therein.     Between  most  of  these  streams  are  ele- 
vated ridges,  over  which  the  road  passes,  often  by 
considerably  steep  grades,  being  iu  some  cases  of 
from  40  to  60   feet  to  the  mile.     Some  of  the 
streams,  being  navigable,  ar«  crossed  by  draw- 
bridges, there  being  seven  of  these  between  the 
termini  of  the  road.     The  New  York  and  New  Ha- 
ven Railroad  proper,  extending  east  of  Williams 
Bridge,  has  a  double  track,  with  the  exception  of 
6  1-6    miles  of  single  track  between  Williams 
Bridge  and  New  Rochelle.     Between  Williams 
Bridge  and  New  York,  a  distance  of  13>^  miles, 
the  trains  are  run  over  the  double  track  of  the 
Harlem  Railroad ;  the  last  21  miles,  within  the 
city  of  New  York,  being  run  by  horse  power. 


Canal  Street,  New  Yoik. 
,  82d  Street.  '     .'• . 
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The  pieceding  diagram  shows  the  po^iliou  ot  tho 
p'incipal  stations,  lateral  roads,  draw-biidget,  uo- 
gle  track,  etc.  :■  .■-  ■/■     ■'-■.>  -'■_ 

There  *re  three  through  express  trains,  each 
way,  daily ;  also  three  through  accommodation 
passenger,  and  two  through  freight  trains,  daily ; 
besides  special  tiaius  to  Port  Chester,  Bridgeport, 
etc. 

The  most  cautious  regulations  are  made  for  the 
safety  of  tr^ns  on  the  single  track.  Passenger 
trains  from  New  Haven  or  the  east,  reaching  the 
single  track,  must  wait  one  hour  behind  the  regular 
time  of  any  train  which  may  be  then  due  from 
New  York.  After  waiting  its  tim-*  up,  »»nd  ac- 
quiring the  r'ght  to  proceed,  it  must  keep  as  much 
behind  its  time  at  each  station  as  it  was  required 
to  be  at  the  regular  p;vssing  place,  until  the  ex- 
pected train  is  passed. 

Beyond  this  waiting  time  a  further  allowance 
of  three  minutes  is  made  by  trains  from  the  east, 
for  any  possible  variation  of  watches,  an  allow- 
ance upon  which  trains  from  the  west  have  no 
right  to  encroach.  Trains  from  New  York  have 
the  right  to  the  single  .track  for  one  hour  behind 
their  regular  time,  except  they  should  overtake 
delayed  passenger  traius  running  in  the  same  di- 
rection. In  the  latter  case  the  rear  train  has  no 
right  to  pass  the  delayed  train  IxJtween  32d  street 
and  New  RoohcUs. 

No  train  can  enter  and  proceed  upon  the  single 
track,  from  either  end,  without  receiving  from  tho 
agent  at  that  end,  (New  liochclle  or  Williams 
Bridge,)  a  written  memorandum  of  the  time  of 
all  trains  due,  or  which  are  to  pass  that  station  in 
an  opposite  direction,  during  the  remainder  of  the 
day.  This  list  is  given  by  the  agent  to  the  con- 
ductor of  each  passenger,  freight,  extra  or  gravel 
train  entering  the  single  track,  and  express  trains 
which  do  .lot  make  a  full  ston  are  ordered  to  run 
so  slow  as  to  r  ceive  the  list  extended  upon  a  stick 
to  some  one  upon  the  train.  No  train  can  pass 
without  receiving  this  list.  This  memorandum 
conveys  no  instructions  to  the  cot  ductor  as  to  his 
right  to  proceed ;  be  is  expected  from  his  own  ob- 
servation to  know  the  truth  of  the  list  furnished 
him,  and  in  any  case  the  responsibility  of  running 
upon  the  single  track  rests  entirely  with  the  con- 
ductor and  engineman.  If  the  couductor  or  en- 
gineman  should  deem  it  imprudent  to  run  upon 
the  single  track,  eitlier  has  authority  of  himself  to 
hold  the  train. 

All  trains  must  enter  and  leave  the  single  track 
at  a  slow  rate  of  speed. 

Besides  ti^c  single  track,  already  noticed,  three 
of  the  large  bridgt-s  of  the  road  are  crossed  in  such 
manner  that  two  trains  in  opposite  directions  can- 
not pass  the  bridge  at  the  same  time.  The  track 
is  properly  douile,  hut  one  rail  of  one  track  is  laid 
Itetween  the  rails  of  the  other,  so  that  the  two  oc- 
cupy but  little  more  width  than  a  single  track,  for 
which  the  bridges  were  originally  built.  The  fol- 
lowing  diagram  shows  the  manner  in  which  the 
tracks  enter  and  leave  the  bridge,  no  swiiches 
being  used. 


Each  of  the  single  track  bridges  Ijas  a  draw,  but 
the  signals  for  the  right  of  precedence  of  t  ains, 
and  for  the  position  of  the  draw,  are  indept-ndent 
of  each  other.     1  he  indication  of  the  draw-bridge 
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signal,  is  of  course  of  the  first  consequence,  as  if 
the  draw  is  off  «o  trains  can  pass ;  while  if  it  b( 
on,  one  train  can  pass.  The  draw  signal  will  be 
explained  hereafter.  The  fact  that  the  single 
.»!'  track  bridges  have  draws,  for  which  all  tra  ns  are 
brought  to  tkfull  stop  before  passing,  would  lend  to 
remove  nearly  all  of  the  danger  of  collisions  be- 
tween opposite  trains.  But  th«  company  have 
gone  farther.  They  have  erected  high  towers, 
■upon  which  are  placed  signal  boards  or  targets; 
the  latter  capable  of  two  adjustments,  showing 
respectively  the  right  to  the  bridge  by  trains  in 
either  direction.  .\t  night  a  large  reflecting  lamp, 
'-  .  •  burning  with  a  clear  white  light,  is  displayed  from 
a  high  window  on  one  or  the  other  side  of  th« 
tower,  according  to  the  position  of  the  train  to  be 
signalled  across.  These  towers  are  conspicuous 
objects,  readily  noticed  by  the  passsenger  in 
the  cars,  and  unavoidably  in  view  of  the  engine- 
man.  -    \  *        . 

They  are  placed,  onn  on    the  Hou.^atonic  River 

Brilge,  five  miles  east  of  Bridgeport;    one  at  tin- 

Uorwalk  Bridge ;  and  one  at  the  "  Coscob"  Bridge, 

across  the  Miannis   River,  o'2.\    miles  from  New 

.       York. 

All  the  preceding  regulations  have  been  estab- 
]ished  to  protect  the  trains  from  colli^i."»ns  by 
meeting  on  single  track.  Upon  the  double  track 
no  collisions  can  occur  l)etween  opposiiely  bound 
trains,  excrj)!  one  be  on  the  «wroiig  (li-ft  hand) 
track.  When,  from  any  cause,  this  becomes  ne- 
cessary, the  rules  of  the  company  allow  noconduc- 
for  or  engincman  to  receive  in.structions  fiDm  any 
person  as  to  the  safety  of  such  a  course,  but  all 
trains  on  the  wrong  track  are  compelled  to  run 
Blow,  with  a  rtag  by  day,  or  light  by  night,  well  in 
advance. 

We  then  come  to  a  cla.ss  of  accidenl^,  serious 
in  their  nature,  and  far  more  liable  of  occurrance 
than  most  of  the  <Hhers.  These  are  ccliisions  be- 
tween moving  and  standing  trains,  or  iH'tween 
trains  going  in  the  same  direction.  As^ainst  these 
accidents  the  New  Haven  comp.iny  have  establish- 
ed the  most  cftectual,  and,  in  some  cases  the  most 
ingenious  precautions. 

It  is  necessary  that  trains  going  in  the  same  di- 
rection shall  be  separated  by  an  interval  of  lime, 
Bufticient,  in  the  event  of  unexpected  stoppage  of 
the  forward  train,  to  send  back  an  efficient  ^ignal 
to  warn  and"  stop  the  following  train.  This  inter- 
val is  generally /fn  minuter  for  passenger  t'aina, 
and  this  is  the  allowance  adopted  by  the  New  lla- 
Tcn  company.  Extra  trains,  or  engines  following 
■  regular  trains,  are  kept  fifteen  miuute.s  lehind. 
The  observance  of  the  "  ten  minutes  "  rule  is  at 
the  foundatio;i  of  safety ;  but  how  can  an  engine- 
man  know,  at  any  point,  the  time  at  which  a  pre- 
vious train  has  passed  ?  Ii  is  this  vei7  intbrma- 
tion  which  the  srjstem  of  the  road  renders  capable 
of  being  given. 

On  the  outside  of  every  station  house,  facing 
the  track,  is  a  blackboard,  upon  which  the  time  of 
each  train  is  registered  as  it  ])asses.  On  the  upper 
half  of  the  board  the  time  of  the  pass;ige  of  the 
last  train,  going  from  New  York,  is  placd  ;  and 
on  the  lower  half  that  of  the  hut  train  g  ing  to 


■wards  New  York.  TIim  SUition  agcfil,  at  eaeh 
station,  makes  the  record  of  the  time  of  each 
train  from  a  written  card  given  him  by  the  Con- 
ductor just  upon  leaving.  The  time,  given  hj  the 
Conductor,  the  Station  Agent  also  compare*  with 


that  of  the  Station  clock.  Expn'ss  trains,  which 
may  pass  without  stopping,  are  observed  and  re- 
corded by  the  Station  Agent,  from  the  station  time. 
In  place  of  the  blackboard,  a  novel  feature  in  a 
sy.«tem  of  safety,  the  Company  are  now  substitut- 
ing projecting  cases  of  a  white  color,  and  attached 
to  the  Station  house ;  moycable  figures  of  a  full 
black  face  being  arranged  to  indicate  plainly,  on 
either  side  of  the  case,  the  time  of  passing  of  the 
last  train  in  the  direction  in  which  the  figures  ar« 
seen  by  following  trains. 

A  red  signal  light  is  always  to  be  kept  at  each 
.•station,  ready  lighted  aflar  sun-down  ,  and  upon 
the  passage  of  any  train  after  sun-down,  within 
fifteen  minutes  of  the  time  of  the  following  train, 
the  Station  A^cnt  mu.st  wave  his  light  upon  the 
track,  for  fifteen  minutes  after  such  first  train  has 
passed,  provideil  thu  following  train"  does  not  regu- 
larly »top  at  the  Station;  and  he  must  inform  the 
Conductt)r  by  written  memorandum  how  many 
minutes  the  i)rere(Jing  train  in  in  advance. 

Upon  the  ilarlcni  road,  green  lamps  l)y  night 
and  <^reen  flags  bj'  day,  are  put  out  to  show  that 
trains  have  just  jta.'si'd  in  the  sania  direction  as 
that  of  the  trains  to  which  such  ^i;^^lal.s  arc  exlii- 
bited.  The  regulations  of  the  Ilarl  in  road  are 
antirely  independent  of,  and  beyond  ilie  control  ol 
the  New  York  and  New  Haven  Railroad. 

By  these  precautions  each  train  learns  the  time 
■At  which  preceding  trains  have  passed  the  same 
points,  and  leaves  its  own  time  for  the  gov«niment 
of  following  trains. 

As  the  New  Haven  road  has  many  curves,  upon 
which  trains  cannot  be  seen  for  but  a  short  dis- 
tance in  advance,  it  has  been  an  ol  ject  of  earnest 
endeavor,  on  the  part  of  the  managers  to  devise 
and  establish  such  apparatus  as  should  make  the 
record  of  the  intervals  between  the  passing  of 
trains,  within  fifteen  minutes,  by  automatic  pro- 
cess ;  or  self  acting  and  independent  of  all  atten- 
dence.  To  do  this  requires  an  apparatus  for  mea- 
suring and  indicating  a  fixed  interval  of  time,  and 
also  that  the  i)assage  of  each  train  shall  restore 
the  apparatus  to  its  normal  state  and  put  it  in  ad- 
justment for  commencing  its  indications  for  follow- 
ing train?. 

The  plan  which  has  been  the  nearest  perfected, 
and  which  has  already  given  encouragement  of 
yielding  the  desired  result,  consists  of  a  box  of  al- 
cohol placed  beneath  the  rail,  the  deflection  pro- 
duced by  the  weight  of  a  passing  train  being  em- 
ployed to  force  the  fluitl  through  a  tube  entermg 
a  colunuiar  .stand  beside  tlie  track,  and  within 
which  it  acts  in  winding  a  train  of  clock-work. — 
This  clock-work  is  set  to  run  fifteen  minutes,  in 
which  time  it  moves  the  pointer  on  the  died 
through  three-fourths  of  the  circumference  of  the 
latter.  The  passage  of  a  tram  at  any  position  of  the 
pointer  rel«ai;es  it  from  its  position,  restoring  it  to 
its  normal  state  and  re-winding  the  wheel  work  for 
the  next  passage  of  a  train. 

The  only  indicator  of  this  kind  which  has  been 
put  in  successAd  use  on  ihc  line  of  the  road,  is 
situated  on  the  south  track,  near  the  eastern  end 
of  tht!  Ilousatonic  River  bridge,  at  the  Naugatuck 
Railro.'td  Junetiou.  fiv^  miles  east  of  Bridgeport. 
Wiiatever  may  be  its  ultimate  rotation  to  the  safe- 
ty system  of  this  road,  it  is  an  evidence  of  the 
estimate  which  the  management  of  the  line  has 
placed  upon  the  value  of  safety. 
Besides  the  permanent  signals  established  upon 


the  line,  the  trains,  visible  of  themselves,  by  <hiy, 
on  the  straight  portions  of  the  road,  are  provided, 
at  night,  with  tail  lights,  of  greater  size  of  burner, 
and  greater  reflecting  power,  than  are  generally 
used  upon  railroads.  The  "  tail  lights"  are  of  a 
deep  red  color,  and  are  carried  one  on  the  rear 
platform  of  each  train.  On  most  roads  the  "  tail 
light'  is  an  ordinary  red  lantern.  The  red  lights 
and  red  flag  of  the  train  are  under  the  charge  of  the 
first  brakeman,  who,  when  the  train  is  in  motion, 
always  rides  outside  of  the  ^s^car;  and  no  excuse 
is  ever  received  for  neglecting  to  have  tliemonthe 
trains,  ready  for  immediate  use.  The  train  signals, 
employed  to  give  warning  of  following  extra  trains, 
will  be  hereafter  noticed. 

The  engine,  of  course,  has  its  "  head  light"  al- 
ways trimmed  and  burning  after  dark.  The  head 
light  Is  white,  and  has  a  reflector  ef  21  inches  di- 
ameter. 

No  train  is  ever  allowed  to  pa-ss  between  a  sta- 
tion and  another  train  which  is  receiving  or  dis- 
charging passengers.  This  rule  is  always  impera- 
tive. An  Express  train,  approaching  a  station 
where  a  way  train  is  due,  must  always  moderate 
its  speed  so  that  it  may  be  stopped  before  it  passes 
the  standing  train. 

These  regulations  are  for  the  government  of 
trains  wliich  are  in  motion,  or  which  may  be  stop- 
ping at  the  usual  stations.  In  the  event  of  a  train 
becoming  disabled  upon  the  road,  where  no  other 
train  would  expect  to  meet  or  overtake  it,  signals 
must  be  sent  both  ways  on  single  track  and  back 
on  double  track  to  apprize  approaching  trains 
of  such  stoppage.  Upon  the  New  Haven  road 
especial  caution  is  shown  in  this  particular. — 
The  signal  either  for  day  or  night,  is  entrusted  to 
the  most  reliable  brakcmen,  and  they  must  dis- 
play it  for  the  warning  of  approaching  trains  until 
their  own  train  is  in  motion.  T/icy  are  iwt  expect- 
ed to  return  to  their  <yicn  /ram,  but  must  show  their 
signals,  and  wait  to  be  taken  up  on  the  following 
train.  The  signal  must  always  be  shown  on  the 
unusual  stoppage  of  any  train,  as  a  matter  of 
course,  the  Conductor  having  no  right  to  presume 
that  no  trains  are  approaching. 

Extra  trains  are  like  comets,  and  as  it  Ls  not  to 
be  supposed  that  regular  trains  can  know  when  to 
expect  them,  they  must  of  themselves  kejJ|>H>ut  of 
the  way  of  regular  trains. 

Upon  the  New  Haven  Road  no  extra  train  or  ex- 
tra engine  is  to  b«  run  over  the  line  without  the 
knowledge  and  consent  of  the  Superintendent, 
Assistant  Superintendent  or  the  Superintendent  of 
Motive  Powerj  when  the  following  rules  will  be 
observed.  ;  '  '    ' ' ,_  ; .  J  "j'-'  :'-'■'  "',..  '  -.    tv    -../• 

Extra  trains  following  regular  trains,  must  keep 
out  of  the  way  of  all  trains  on  the  time-table, 
keeping  fifteen  minutes  behind  the  regular  train  in 
advance. 

The  regular  train  in  advance  must  always  show 
tiDo  signals  for  extra  trains ;  one  on  the  engine  and 
one  on  the  rear  of  the  train.  Men  engaged  in  re- 
pairing the  line  may  fail  to  notice  a  signal  in  front, 
while  a  signal  behind  is  almost  sure  to  be  seen  at 
the  same  time.  The  day  signal  is  the  red  flag,  the 
night  signal  the  red  light.  The  red  light  is  carried 
on  the  engine  just  behind  the  ^moke  pipe.  The 
ordinary  "  tail  light"  is  not  to  be  regarded  as  a 
signal  for  a  following  extra :  two  red  lights  on  the 
hind  end  of  the  train  make  the  proper  signal. — 
Conductors  and  Eoginemeu  of  Extra  uaios,  or  ej^' 
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tr»  enfinea,  must  know  oi  ilKiuse  ves,  ihai  proper 
siguals  are  placed  upon  the  train  inadvauce. 

Gravel  trains  must  keep  out  of  tho  way  of  Ex- 
tras, and  the  Conductors  of  gravel  trains  must  ob- 
serve every  passing  train  to  sco  if  signals  arc  car- 
ried for  extras.  Gravel  trains  are  allowed  to  ope- 
rate only  between  spt  cificd  points,  and  must  not 
go  beyond  these  without  the  permission  of  the  Su- 
perintendent or  his  Assistant. 

Signal  posts  are  erect- d  every  1500  ft.  from  each 
road  crossing.  On  reaching  these  post"*,  when  ap- 
proaching a  crossing,  the  whistle  is  blown  for  five 
seconds  of  time,  and  the  bell  afterwards  rung  till 
afler  the  crossing  is  passed. 

The  second-  class  of  accidents  are  those  where 
the  trains  leave  the  rails, owing  to  interiuption  by 
displacement  of  drawbridges,  switches,  or  by  por- 
tions of  the  track  under  repair. 

The  New  Haven  road  has  seven  draw-bridges 
between  its  termini,  some  of  which  are  in  situa- 
tions where  especial  caution  is  demanded  for  ap- 
proaching safely.  Fully  aware  of  the  danger  of  any 
interruption  of  the  line,  immediately  cner  a  chan- 
nel of  navigable  water,  and  with  the  remember- 
ance  of  the  most  fearful  calamities  arising  from 
this  cause,  not  only  on  this  but  on  other  lines,  the 
Legislature  of  Connecticut  have  compelled  the 
stoppage  of  all  tiains  before  crossing  draw-bridges. 
This  practice  involves  a  loss  of  time  of  from  eight 
to  fifteen  minutes  in  the  entire  trip  over  the  New 
Haven  road.  The  regulations  in  regard  to  draw- 
bridges are  principally  .as  follows: 

Signal  posts,  marked  "  Draw-bridge,"  are  plac- 
ed 3,500  feet  from  each  end  of  each  draw-bridge, 
to  warn  the  enginemau  to  moderate  his  speed. 

Signal  posts,  with  the  full  word  "  Stop'  shown 
upon  them  in^large  letters,  are  erected  at  a  dis- 
tance of  fioni  1000  to  1,500  feet  from  each  end  of 
each  draw  bridge,  and  trains  on  reaching  these 
when  approaching  the  draw  are  to  bo  stopped. — 
The  regular  alarm  signal,  which  is  two  puffs  of  the 
whistle  is  always  given  on  reaching  these  posts, 
and  before  reaching  them  if  the  train  is  moving  too 
fast,  or  from  any  cause  is  difficult  to  control. 

The  signal  indcating  the  position  of  the  draw, 
is  a  red  ball  of  two  ^aud  a  half  feet  diameter,  and 
th's  is  raised  to  the  top  of  a  high  mast  when  the 
draw  is  closed  ^aud  the  bridge  prepared  for  the 
passage  of  trains.  At  night  the  ball,  which  is  an 
iron  frame  covered  with  bright  red  cloth,  is  illu- 
minated from  within. 

On  stopping,  the  Engine  man  and  Conductor  of 
the  train  must  .both  look  for  the  signal,  and  the 
Engine  man  is  not  allowed  to  proceed  until  the 
Condutor  has  satisfied  himself  that  the  signal  is 
right  and  has  given  the  usual  signal  to  start. 

When  the  draw  is  to  be  moved  from  its  place,  for 
any  purpose,  the  draw  tender's  duties  are  : 

First.  Unlock  the  draw.     ; , , 

Second.  Cast  oflf  the  halyards  frotn  the  draw 
crank,  by  which  the  signal  is  kept  iu'  its  place  at 
mast  head,  and  lower  the  sij^nal  and  place  it  out 
of  sight  in  the  box  made  for  its  reception. 

Third.  Afler  the  signal  has  been  down  three 
minuUs,  then  the  draw  tender  will  remove  the 
wedges  from  each  end  of  the  draw  and  turn  the 
draw  off,  replacing  the  draw  .as  soon  as  possible" 
and  securing  the  tame  by  the  wedge.**. 

Fourtli.  The  draw  tender  will  then  hoist  the 
signal  to  mast  bead,  and  make  fast  the  halyards 
to  tb«  crank  b;  which  the  dr*w  U  moved. 


Fifih.  Secure  the  draw  by  lucking  it.  E.ich 
draw  tender  is  required  to  have  two  day  and  two 
night  signals  always  on  hand.  As  the  day  signal 
becomes  torn  and  turned  to  a  darker  color  by  ex- 
posure, this  is  rc(juired  to  b«  renewed  every 
month.  ' 

The  care  of  switches  is  entrusted  only  to  Station 
agents  and  to  their  appointed  switchmen.  At 
gravel  pits  special  switchmert  are  stationed.  No 
other  persons  are  allowed  t^  ch.inge  the  position 
of  any  switch  of  the  road.  At  every  switch  a 
white  flag  by  day,  or  white  light  afler  sun  down,  is 
to  be  shown  for  the  passage  of  express  or  other 
trains  which  do  not  stop.  These  signals,  when 
shown,  must  be  umxciI  .slowly  up  and  down.  En- 
ginenien  about  to  pass  a  swHch  .'tt  high  speed 
must  be  on  the  look  out  for  these  signals,  and  if 
they  are  not  to  be  seen  will  wlli^Ile  t-.)  brake  up 
and  report  the  same  to  the  Conductor.  The 
targets  of  the  switches  on  the  New  Haven  Road 
are  made  more  conspicuous  than  is  u.su.d  on  other 
roads.  The  following  diagram  shows  the  double 
relieved   against   a  large   square   black- 


target, 
board. 


When  the  switch  is  right  for  the  main  track,  the 
vertical  part  of  the  target  is  always  next  to  the 
track. 

Interruptions,  or  obstructions  of  any  nature, 
caused  by  the  operations  of  the  track  repai*  force, 
must  always  be  signalled  each  way  at  a  sufficient 
distance  for  the  government  of  approaching  trains, 
and  these  must  run  with  great  caution  until  such 
obstructions  are  passed. 

The  duties  of  track  repairers  are  to  make  fre- 
quent and  thorough  examinations  of  every  cut  on 
their  division,  and  see  that  all  loose  rock,  holders, 
or  earth,  in  any  way  liable  to  wash,  or  fall  <lown 
upon  the  track,  is  removed.  They  are  to  take  all 
possible  care  to  prevent  cattle  from  getting  upon 
the  track  ;  they  must  see  that  the  fences  are  up^ 
and  that  all  doubtful  or  unguarded  points  ju-e 
well  watched.     /  :  '      •    i        '  ^'".   ' 

In  storms,  or  immediately  afler  storms,  en- 
gineers are  to  run  without  regard  to  making  time- 
table time,  and  will  make  sure  that  the  way  is 
clear  before  passing  any  doubtful  point.  Track 
repairers  at  such  times  must  be  out  in  full  force, 
and  guard  those  points  on  the  road  liable  to  wash, 
or  disturbance  of  any  kind.  They  will  have  with 
them  signals  and  men  to  stop  any  approaching 

train. 

The  organii;ation  of  a  complete  service  of  en- 
ginemen  conductors,  draw  tenders,  station,  switch 
and  signal  men,  repairers,  etc.,  requires  great  care, 
for  the  observance  of  any  system,  however  perfect 
it  may  be  of  itself. 

Without  being  resjwnsible  for  individual  de- 
faults, which  can  never  be  calculated  ujwn  until 
committed,  it  may  be  safely  said  that  the  present 
tone  of  the  service  of  the  New  York  and  New 
Haven  Road  will  corapare  favorably  with  that  of 


any  othi-r  ,ine  in  ibe  couuuy.  The  men  are  ex- 
perienced and  well  trained,  and  believed  to  bo 
every  way  temperate  and  safe;  thtir  conduct  is 
regulated  by  exact  discipline,  while  in  the  more 
responsible  positions  rewards  are  established  for 
meritorious  conduct.        .•    "i-  ' 

The  usual  pay  is  qnite  as  high  as  on  any  road 
similarly  situated. 

The  enginemen,  conductors,  station  agents  nor 
draw  tenders  arc  never  allowed  to  absent  them- 
selves from  duty  without  the  knowledge  and  con- 
sent of  the  General  Superintendent  or  his  Assis- 
tant.   .'■     '  /'':  ■     '..  \. 

EngincmcD  arc  never  allowed  to  leave  their  en- 
gines in  charge  of  their  firemen,  or  other  persons. 
No  other  persons  than  the  regular  enginemen  and 
firemen  are  allowed  to  ride  on  the  engine.  The 
conductor  of  the  train  may  ride  on  the  engine  if  it 
be  necessary. 

Smoking,  reading  or  conversation  is  strictly 
forbidden  on  the  engine  while  the  train  is  in 
motion. 

Enginemen  receive  a  bonus  of  twenty-five  dol- 
lars per  quarter  for  good  conduct.  The  forfeiture 
of  this  bonus  is  the  least  punishment  for  any  of  the 
following  offonces. 

1.  The  loss  of  life  or  injury  to  any  person  on 
the  train,  when  such  life  is  lost  or  injury  inflicted, 
by  a  want  of  care  and  attention  on  the  part  of  the 
«nginemau. 

2.  Running  over  horses,  cattle  or  vehicles  at 
any  of  the  cros-sings,  or  other  points  on  the  road, 
when  the  greatest  care  has  not  been  exercised. 

5.  Running  ofi"  the  track  or  a  switch,  if  the  same 
could  have  been  prevented,  or  cont'olled  in  any 
degree,  by  the  engineman. 

4.  Breaking  down  of  the  regular  engine  or 
tender  of  the  engineman  in  charge,  if  any  inspec- 
tion of  his  could  have  prevented  it  in  whole  or 
part. 

6.  The  disregard  of  any  rule  or  regulation  of  th« 
company. 

Neglect  to  provide  the  engines  with  signals, 
neglect  to  have  their  engine  in  order,  sandbox  fil- 
led with  sand,  &c.,  is  also  fined  by  forfeiture  of  the 
bonus. 

Conductors  of  trains  are  held  responsible  for 
the  prompt  action  of  their  brakemen,  and  particu- 
larly of  all  nev!  nun  on  their  tratns. 

Brakemen  must  always  and  immediately  apply 
the  brakes  on  signals  from  the  engine,  and  not  lei 
tliem  up  until  the  proper  signal  is  given.  In  ap- 
proaching stations  the  brakemen  must  stop  the 
train  without  requiring  any  signal  from  the  en- 
gine. To  look  out  from  the  platform  before  ap- 
plying the  brakes,  when  the  alarm  signal  ta  given, 
is  made  pnnisbable  hy  immediate  discharge. 
Brakemen  ai-e  not  allowed  to  remain  in  the  car* 
when  the  train  is  in  motion,  but  must  always  ba 
at  their  posts,  oatsi«le. 

Neglects  of  duty  have  generally  been  promptly 
punished,  on  this  road,  by  discharge. 

We  have  therefore  given  what  may  be  taken  as 
a  full  exhibit  of  the  safety  system  of  the  NewYork 
and  New  Haven  road.  It  must  be  considered  that 
this  road  has  difficulties  to  meet,  under  which  the 
best  precautions  may  sometimes  fail.  Tho  road 
is  uiider  a  gr.;at  disadvantage  in  being  com{>ellcd 
to  run  over  the  Harlem  road  for  ISJ  miles,  in  11 
milas  of  which  are  two  ttmnels,  two  temporary 
bridgef  of  ^eat  ht;igb(,  one  draw  brid^,  aad 
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NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence.  . .  Maine. 
Androscoggin  and  Kenm-boc.      " 

Kennebec  and  Portlj^nd " 

Port.,  Saco  and  Portsmouth. .      " 

York  and  Cumlwrland " 

N.  II. 


upon  which  are  always  the  trains  of  the  Harlem 
Company. 

Upon  this  road  the  regulations  of  the  New 
Haven  Company  have  no  force,  none  of  their  em- 
ployees acting  east  of  Williams  Bridge,  except 
those  men  engaged  on  the  trains.  It  is  necessary 
that  the  best  understanding  should  always  exist 
between  the  managers  and  subordinates  of  the 
two  roads  to  guard  against  accident  on  this  por- 
tion. The  road,  also,  immediately  in  the  control 
of  the  New  Haven  Company,  has  the  disadvantage 
of  being  liable  to  interruption  by  six  draw  bridges, 
aome  of  which  are  very  unfavorably  situated  for 
■afo  approach..  A  portion  of  the  distance  is  as 
jet  run   upon   .i  single    track,  heavy  and  severe  j^*'s'<'"'^*^°'=<*'"'l '*"'^'^^""^'"^*'- 

rock  cuttings  having  delayed  the  extension  of  the  I  Cheshire '' 

•econd  track.     Three  of  the  long  bridges  are  still  |  Northern  ............  .[.[..      " 

of  the  width  for  a  single  track.  The  road  has 
frequent  and  diflg^ilt  grades,  and  many  sharp 
curves.  The  business  of  the  road  is  also  heavy, 
and  involves  much  night  nmning. 

The  equipment  of  the  road  is  especially  safe. 
The  greater  p.irt  is  nearly  new  and  of  the  best 
construction,  whik-  it  is  kept  in  excellent  working 
condition. 

With  the  completion  of  a  line  of  double  track, 
and  a  telegraph.,  devoted  to  the  u.se  of  the  road, 
there  cannot  be  found  another  road  whos*  system 
is  more  guarded,  or  which  promises  greater  secu- 
rity to  travellers. 


V- -  .      Railway  Share  List, 

Compiled/rirm  Uu  l/U^af.  returns — corrected  every  Wedneiday — on  a  par  valuation  of  9100. 


o 

K 


Vt. 


i  Manchester  and  Lawrence. . . 

I  Nashua  and  Lowell 

'  Portsmouth  and  Concord . . . 

Sullivan 

Connecticut  and  Passumosic 

Rutland " 

Vermont  Central " 

Vermont  and  Canada.., " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass, 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 


Sbare  »Bd  Mmn^y  Market. 

The  past  week  has  shown  but  little  change  in 
the  stock  market.  Prices  continue  pretty  uniform 
from  day  to  day  and  from  week  to  week.  All 
matters  here  remain  in  abeyance  waiting  for  news 
fVom  Europe,  which  it  must  be  couf;s.scd  docs  not 
present  any  very  discour.ig'ing  aspect.  The  fear 
of  a  war  has  become  general ,  and  business  men 


New  Bedford  and  Taunton.  ..  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma.ssachusetts . .  " 

Worcester  and  Na.shua " 

Western "  ■ 

Stoningtojj R.  I. 

Providence  and  Worcester...  " 

Canal Coim. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 


are  arranging  their  affairs  accordingly,  curtailing  , 

♦Ko:..  ^rw^..»>;/x„.>     «»i;.^,.:../.    t\.„r...  .i..^   ^r   .i  „.->  i  New  London,  Wil.  and  Palmer 
tneir  operations,    relieving    tlienisclve«   oi    their  i ..       -.r    .        .  »•      ti 

.  ,.      (New  York  and  New  Haven. .  . 

Naugatuck 


liabilities,   and  refusing  to  jncur  new  ones.     Our 
railroad  companies  are  following  this  example  as 
fast  as  the  state  of  their  matters  will  allow.     A 
few  months  more  must  show  a  ra;ii<l   curtailment 
of  liabilities  throughout  the  country.     Wbile  such 
is   the  case  with   our  railroad   enterpri/.es,   and 
while  there   is   no   disposition  to  engagij  in  new 
schemes;  money  is   sufficiently  ab-.ndant   in   the 
ordinary  channels  of  business  at  fair  rates.    There  [ 
is  no  disposition  to  speculate,  and  linances  of  all  ! 
roads  are  dull.    The  prices  of  premium  stocks  iire  | 
barely  sustained  with  an  inactive  market.  ' 

The  following  Roads  have  declared  Semi-annual  i 
Dividends  sinoe  our  last  is-iiic;  Canidpn  and  .\ni-  j 
boy  6  per  cent.;  Cleveland  and  Pittsburgh  5  per  | 
cent ;  Cleveland  and  Columbus  o  per  cent ;  New  | 
Jersey  Railroad  5  per  cent.  The  following  are 
additional  reported  earnings  of  Railroads  for  De- 
cember. 

Cleveland  and  Pittsburgh 05,:^80 

Norwich  and  Worcester 2i,S'-il 

-Michigan  Southern 1 10,077 

Bellefontaine  and  Indiana 25,351 

The  following  is  the  comparative  statement  of 
the  condition  of  the  banks  in  this  city  for  the  week 
tnding  Jan.  14. 


I  New  London  and  New  Haven 

I  Norwich  and  Worcester 

Buffalo  and  New  York  City. . 

Buffalo,  Coming  and  N.  York.  ' 

I  Buffalo  and  State  Line ' 

I  Canandaigua  and  Niagara  F . .  ' 

I  Canandaigua  and  Elmira ' 

Cayuga  and  Susquehanna ' 

Erie,  (New  York  and  Erie). . .  ' 

Hudson  River ' 

Harlem ' 


N.  Y. 


Long  Island . 


1«5-J. 
22,8y6 
21,543 
GO,22'J 


I  New  York  Central 

;  Ogdensburgh  (Northern) . 

I  Oswego  and  Syracu.se 

:  Plattsbuig  and  Montreaj . 
I  Rensstiiaer  and  Saratoga . 
I  Rutland  and  Washington . . 
'  Saratoga  and  Washington . 

j  Troy  and  Rutland 

Troy  and  Boston ."  .... 

I  Watertown  and  Rome 

Camden  and  Amboy 

]  Morris  an<l  Es.si-x " 

I  New  Jersry " 

I  New  Jer.sey  Central " 

I  Cumberland  V.alley Penn, 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .      " 

Philadelphia  and  Reading 

Philad.,  Wilmington  and  Bait, 


N.J. 


150 
65 
72 
61 
20 
93 
35 
5} 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
2t 
28 
83 
63 
69 
28 
62 
76 
42 
66 
20 
26 
46 
12 
77 
45 

156 
60 
40 
45 
72 

110 
60 
66 
61 
62 
66 
64 
91 

132 
69 
60 
47 
35 

464 

144 

130 

96 
604 
118 

35 

23 

25 

60 

41 

32 

39 

96 

66 

45 
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63 

66 

20 

36 

95 

98 
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1,538,100  2,973,700  5,150,278i 

809,t<78   1,016,500!  2,0ti4,458i 

29<,80    '  2,511,0671 

123,884  1,459,3841 

341,100  713.G06 

622,200,  2,640,217 

none.  1,486,000 

720,900!  3,002,094 


952,621 
1,356,500 

285,747 
1,649,278 
1,485,000 
2,078,625 
3,016,634 

717,643! 

600,000 


none. 


651,214 
1,400,000 

! :      673,500 

l,097,600i  550,000  1,745,516 
2,48H,000  12,429,1001  5,577,467 
8,600,00(t   3,500,000:12,000,000 

1,500,000' 1,600,000 

392,0001      700,000' 


1,830,000: '  1,995,249 


254,743 
140,661' 
168,114 
208,669 
23,946 
150,638 
805,805 
287,768 
328,782 


132,546 


495,897 


Leased  to 
Recently 


4,076,974 
3,160,390 
4,500,000 

421,295 
1,691,100! 
2,860,000i 
1,050,000 
8,640,000 

600,000' 

547,016' 
1,964,070 

250,000 
2,140,536 
1,134,000 
5,150,000 

i,'45V,50b 

922,500 

2,350,000 


160,0001  4,092,927 

390,000,  3,646,214 

4,846,96 

633,906 

1,801,946 

3,120,391 

1,050,000 

3,623,073 

620,476 

1,246,927 

2,293,634 

307,136 

3,203,333 

1,321,946 

9,953,759 


426,000, 

171,800 

193,600 

500,000 

none. 

112,306 

none. 

819,743 

282,300 

none.  ' 

1,001,500 
171,2101 

6,319.520 
467,700 
300,000 
500,0001 
800,000i 


658,8611 
3,000,0001 

926,000l 

760,600! 
2,121,110 

900,000 


879,636 


425,609 
687,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,560,000 


872,000 


682,400 
400,000 


1,731,498 
1,400,000 
3,160,0<X) 
2,500,000 
In  progres 
1,611,111 
4,978,487 


388,108 
669,001 
469,656 
768,819 
60,743 
229,004 
488,793 
229,445 
574,674 
164,2f?0 
67,251 
322,213 
137,406 
218,679 
162,109 
1,339,87:3 
240,572 
263,690 


Cm    Pt 

.2  3 

SI 
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o 

8 
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113,520  none  82 

80,053  none  30 

100,552  none  41 

I  6  96i 

11, 266  none  24 

79,669  none  36 


141,836  8 

55,266!  6 

163,076  5 

!  6 

51,518;  8 

.none 

juone 

none 

266,539  none 


the  Vt.  C  ent.  i 
opened.  'noQe| 
;none 


107 
38 
53 
89 

106 

'21* 
80 
20 
131 
98i 


130,881 
3-38,216 
227,434 
331,296 

30,066 

72,0281 
241,017| 

99,689 
232,787i 

43,950, 

23,416  none 
101,6]0inone 

24,399|  8 

18,648none 


7 
7 
6 
7 
2 

5 
7 

8 
6 

7 


66,900i 
683,194 
110,892 
139,5141 


90 
!l03i 

84i 
llOOi 
'   40 
j  66 
I  86i 
100 

93i 
117 

68 

92 

'224 

58 

97  i 

66 

96 

66 
124 


639,5291  294,26910 
329,04li  168,902  nonel.. 

69,629' none|.. 

114,410! •....!  89 


806,713'   428,173   7 

'  '  8    ' 

1,380,610  Recently  iopened.  inone 
2,596,488  267,561 1  116,966'  4  ] 
2,650,500!Recently  ^opened,   ^none 

In  progres I none 

1,921,270  Recently  opened, 

In  progres 

987,627   76,760   39,360  none!  68 
1,070,786   74,241   23,496none' 


99 

'62* 

69 

86 

66 

130 


10,000,000124,003,865  33,070,863  4,318,%2;l,80O,181 


3,740,515 
4,725,250! 
l,875,148i 


28,085,60010,773,823 
1,579,9691  2,969,760 


7,046,395,10,527,654 
977,463j  6,102,9.36 
516,246;  2,446,391 


350,000j 
174,042' 
610,000i 
860,000 
899,800 
237,690 
430,936 

1,011,940! 

1,600,000! 

1,022,4201 

2,197,8401 
986,106 

1,184,500 
600,000 
830,100! 


201.500 
131,000 
25,000 
400,000 
940,000 
100,000 
700,000 
650,000 

'i28,66b 

476,000 


83,869,423 

5,133,834 

607,803 

849,776 

774,495 

1,260,000 

1,832,946 

829,677 

1,043,357 

1,093,711 

4,327,4"«^ 

1,220,826 

3,245,720 


1,068,669 
681,445 
205,068 


1,500,000  2,379,880 
13,000!  1,265,143 


78 
338,783  none,  66i 
324,494i  6  :  54 
44,070!  none  30i 

I....  113 

480,1371    195,847fnone   32 
90,61 61     43,6091  4       70 

Recently , opened,    none 

213,078'      96,737  ........ 

Recently  iopened. 

173,545|    135,017  i 
Recently  iopened. 
Recently  'opened,    none 
226,152|    116,706   8 
478,41310 
79,262   7 
316,26910      131 
124,740   3 
76,890   6 


1,^88,385, 
149,941 
603,942 
260,899 
118,617 


none!  30 


96 
146 


750,000  Recently  opened 
713,227,  1,702,623!    266,3271  106,320 


6,666,33210,427,800  17,141,987!2,480,626jl,261 ,987 
S,860,000:  2,403,276j  6,818^9(   667,786    383,601 


8 
7 
6 


126 
62 
70| 
80 


I 
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Railway  Sbare  List, 

Compiled  from  ihelaUsl  returns — corrected  every  Wednesday-— on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY, 


e 


•a 


30 

47 

381 

,  38 

67 

66 

27 

64 

73 

22 

i  76 

62 

107 

73 

32 

161 

,110 

jHO 

!242 


,9,188,300 
:i,650,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,357,778 
1,400,100 
2,650,091 

180,000 
1,838,878 


1,004,23 
3,868,840 


Ky. 


Ohio. 


191 

211 

101 

71 

50 

65 

93 

33 

88 

60 

80 

125 

38 

29 

65 


3,500,000 
4,000,000 
1,214,283 


586,887 


Pennsylvania  Central PennJ260  |9,768,155 

PhiLidelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va. 

Manassas  Qap " 

Pctersburgh " 

Richmond  and  Danville " 

Richmond  and  Pctersburgh . .     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss, 

East  Tennessee  and  Georgia. .  Tenn, 
Nashville  and  Chattanooga.  . 
Covington  and  Lexington . . . 
Frankfort  and  Lexington. . . . 

Louisville  and  Frankfort 

Maysville  and  Lex3ngton 

Cleveland  and  Pitlaburgh . . . 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton     " 

Cincinnati  and  Marietta. " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

HiUsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 


100 
147 
95 
136 
46 
61 
60 


1,239,450 
2,000,000 


40 
20 
86 
31 
37 
84 

167" 
57 


187 


44 
54 
81 


776,269 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

357,218 


3,027,000 


2,100,000 
310,666 


2,370,784 

900,000 

2,387,200 


1,760,700 


760,000 
1,092,137 


Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis ....  " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago HI. 

Chicago  aad  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern Mich. 

Michigan  Central " 

Pftdflc Mo. 


131 
88 
90 
62 
88 
40 
72 


135 


92 
316 
282 

38 


1,660,000 
'  632,387 
2,460*666 


1,932;361 
2,800,000 
4,866,700 
1, 000,000) 


V 

•c 

V 

a 
a 


6,000,000 


m   o 

o  * 


9,827,123 


173,867 
200,000 


603,006 
040,000 
446,036 
707,968 
120,000 
1,134,698 


300,000 
3,000,000 


418,187 

1,214 

168,000 


150,000 
400,666 


13,000,000 


s' 

e< 

o 


o 


is, 


1,943,827!    617,626 


19,542,307 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531.238 
2,106,407 

In  prog, 


1,326,563 
348,6221 
413,673; 


615,384 

216,23' 

152,536 


227,59?!      72,370 


o 
•a 

a 

rs 

B 
V 

'> 


74,113none 
113,256;  7 


122,861 
254,3761 
62,761^; 
176,485      74,902:none 

In  prog,     j I none 

416,582|     89,776j 12 

2,965,574 j  610,03^j  153,89^|  6 


In  prog. 

7,002,396|1 ,000,717]  609,711 

In  prog 

986,07-Ji  535,608 

934,424!  456,468 

296,584  153,697 


3,465,879j 


541,000 
850,000 
900,000 


1,371,000 
1,600,000 


408,200 


500,000 
'560,666 


1,000,000 
1,767,000 


2,450,000 


800,000 
119,600 


1,596,283 
In  prog. 

748,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
584,902 


In  prog. 
2,963,766 


129,896 


178,642 


87,421 


194,429 


3,665,000 
2,000,000 


777,793 


71,536 


76,079 


8 
9 


8 


44,250 


123,306 


2,659,653 
In  prog. 

925,000 
In  prog. 


321,793 
Recently 


In  prog. 

2,634,167! 

1,866,000'. 

4,110,148; 
In  prog.     ' , 


626,746 
640",5i8 


483,46412 


200,967 
opened. 


314,670 
113,461! 


10 


jEecently 

In  prog.     , 

"         Recently 

1,267,714  Recently 

In  prog.     !    237,506 


opened. 


opened. 
136,368 


In  prog. 


Recently 


760,000   2,400,000, 

In  prog.     ! 

663,100!  1,363,019 


516,414 
106,944 


opened. 


16 


opened.    ! 
268,075, 


10 


4,000,000!  4,600,000 


71,446  4 


500,000  In  prog.  473,.548  286,152  , 
2,629,000  6,480,246!  692,187  293,046. 
3,977,568!  8,618,6051,146,598;    582,816} 

Done.    jln  progres  .Kecenilyj  opened,  j , 


m 

E 

et 

.S 
as 


« 


97i 


102} 
56 


77 

70 

40 

100 


55 
98 


126 


115 


10(> 


70 
80 


80 
91i 


124 
80 


106 

72 
80 


60 


113 


95 

90 

87 


116 


90 
116 


77 
82 
70 
65 
108 


136 

122 
117 
99i 


Jan.  14.  Jan  7. 

Loans. .90,010,012  90,138,887 

Specie 11,791,453  11,506,121 

Circulation 8,608,344  9,075,120 

Deposits 58,396,956  60,8*5,363 

Providence  and  Worcester  Rai' road. —  Thefollow- 
ing  is  an  abstract  of  th.e  annual  report  of  the  Pro- 
vidence and  Worcester  Railroad  Co.. 
Total  e.'ci>enditure8  for  construction  and  equipment 

to  30th  Nov.,  18c2,  inclusive. . .    $1,731,498  18 
Total  expenditures  for  construction 

and  equioment  from  1st.  Ik'c  , 

1862,  to  the  30th  Nov.,  1853. .  .  74,667  68 


Total  cost  of  road  and  equiit- 

ments Sl,806,0: 

From   which   deduct  net  e.imings 

from  Nov.  30,  1852, 

toNov.30,  lSo3....S12<\R01  76 
Less  inter- 
est   on 

funded 

debt...  816,590  23 
Also.  div.  .     . " 

declared 

in    185:J 


5  76 


90,225  00    106,815 


14,076  63 


Total  cost  of  road   and  e<inip- 

ment« Sl,791,999  23 

Receipts  from  30th  Nov.,  1862,  to  30th  Nov. 
1853,  are :  ^ 

For  transportation  of  passsengcrs. . . .  S147,,388  42 
For  transportation  of  merchandise. . .     139',286  43 

Eor  mail  service 2*427  66 

f'or  rents 7315  ^.2 


Total r-'91,417  58 

Expenses.. cno'fiog  77 


Net  earnings . 


*120,891  76 


Ckleaffo  and  St.  Liouis  Railroad. 

We  are  gratified  to  learn  that  the  work  upon  the 
Chieago  and  St.  Louis  Railroad,  the  progress  of 
which  was  interrupted  for  a  short  time  by  pecuni- 
ary embarrassment  of  some  of  the  leading  parties 
connected  with  it,  is  again  being  pushed  forward 
with  a  renewed  energy,  sufBcient  means  having 
been  provided  for  that  purpose.  The  project  had 
merits  too  gT«at  not  to  secure  ita  construction  in 
any  state  of  the  Money  Market,  and  was  one  of 
that  character  which  could  not  be  discredited  by 
pecuniar ij  difficulties.  It  is  a  route  which  strikes 
every  person  as  of  general,  or  national  importance, 
and  is  as  coincidsnt  with  a  great  line  of  travel,  as 
is  the  New  York  Central,  or  Michigan  Southern, 
roads,  connecting  as  it  does  by  an  almost  straight 
line  the  cities  of  Chicago  and  St.  Louis.  We  pre- 
sume that  no  party  formerly  connecttd  with  th« 
road  has  suflcred  any  great  losses,  excep'  such  as 
are  incident  upon  delay  in  a  progress  of  a  work  of 
great  magnitude. 

There  has  been  a  change  in  the  management  of 
the  company;  the  following  gentlemen  having 
been  elected  Directors:  George  Bliss,  Springfield, 
Mass.;  Henry  Hotchkise,  New  Haven,  Ct.;  and  Chas. 
Gould,  Edwin  C.  Litchfield,  and  John  Cleveland  of 
New  York.  Mr.  Bliss  has  been  chosen  President 
of  tbe  Company.  The  above  names  .will  be  taken 
as  a  good  guaranty,  for  the  prompt  completion  of 
the  road.  It  is  already  completed  and  in  opera-  ■ 
tion  from  Alton  on  the  Mississippi  river  to  Bloom- 
ington,  130  miles,  and  is  earning  a  handsome  in- 
come upon  Its  cost.  The  remainder  of  the  line 
from  Bloomington  to  Joliet  on  the  Rock  Island  and 
Chicago  Roads,  is  far  advanced,  and  may  be  finish- 
ed at  an  early  day  the  coming  Spring.     That  por- 
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tion  of  the  line  between  Bloomington  and  Alton 
already  forms  a  portion  of  a  straight,  though  some- 
Tirhat  circuitous  route,  betwMn  Alton  and  Chica- 
go, in  connection  with  the  Illinois  Central  Rail- 
road. Jhe  through  line  will  shorten  the  distance 
a«  present  travelled,  some  30  miles.  .  v 

lilttle  nimml  Railroad. 

At  the  annual  election  of  the  Directors  of  this 
Company  th«  following  gentlemen  were  chosen 
Directors  for  the  ensuing  year;  all  being  membery 
of  the  old  Board,  viz  : — Jacob  Strader,  Johu  Kil- 
gour,  R.  C.  Springer,  GrilHn  Taylor,  J.  H.  Oroes- 
beck,  Nat.  Wright,  John  Bacon,  Wm.  McCammon, 
Abraham  Hivling,  James  Hicks,  Jr.  Larz  Ander- 
son, and  Alphonso  Taft.  We  learu,  that  it  is  the 
purpose  of  the  Company  to  commence  the  con 
struction  of  the  Lebanon  Side  Track  early  in  the 
spring.  The  road  will  be  let  to  contractors  on  the 
23d  of  January. 


Pennsylirania* 

Lebanon  Valley  Railroad  Company. — At  an  elec- 
tion of  the  Stockholders  of  this  Company  held  on 
the  9th  inst.,lhe  following  gentlemen  were  elected 
to  serve  for  the  ensuing  year,  viz : 

President . — Gen.  Simon  Cameron. 

Trtasurer  if'  Secretary. — H.  H.  Muhlenberg. 

Directors. — Simon  Cameron,  John  Tacker,  Isaac 
Eckert,  Samuel  Bell,  John  W.  Killinger,  William 
Streng,  Gustavus  A.  NicoUs. 


Tli«   MIlMrankee  and   MUsUslppI    Railroad. 

The  trains  on  the  Milwaukee  and  Missippi  rail- 
road have  commenced  running  to  Stoughton,  with- 
in sixteen  miles  of  Madison,  where  depots  of  pro- 
duce have  been  for  some  time  established  await- 
ing the  arrival  of  the  cars,  and  the  receipts  in  con- 
sequence, may  be  expected  to  exhibit  an  immedi- 
ate increase. 


Anthraelt«  Coal  and  Iron  Ore  In  Vlrglula. 

The  Dora  Coal  and  Iron  Manufacturing  Compa- 
ny, of  Augusta  County,  Virginia,  have  discovered 
specimens  of  fine  anthracite  coal  upon  their  pro- 
perty. It  is  believed  to  be  the  only  coal  of  the 
anthracite  chariicter  in  Virginia.  Specimens  of 
Iron  ore,  also,  of  a  rich  quality,  have  been  discov- 
ered, and  as  they  have  been  found  to  contain  a 
large  per  centage  of  carbonate  of  lime,^which  is  ex 
pected  to  furnish  a  large  proportion  of  the  flux 
necessary  for  their  manufacture,  a  large  saving  in 
expense  is  anticipated. 


CoMSAlldatlon  of  Railroads  In  lii<Uana. 

The  stockholders  of  the  Madison  and  Indiana- 
polis railroad  voted  recently,  almost  onanimously, 
in  favor  of  c  >iisf>lidatioa  with  the  Peru  and  India- 
■apolis  railroail.  TIio  two  mads  will  constitute 
one  entire  lino  from  and  after  January  1st,  1864, 
from  Madison  to  Peru,  passing  through  the  coun- 
ty scatji  of  Jennings,  Bartholomew,  Johnson, 
Marion,  Hamilton,  Tinton  and  Howard  ^counties, 
and  terminating  ir.  the  county  town  of  Miami. 

The  Peru  Sentinel,  says  that  a  line  of  good  co- 
vered spring  wagons  connect  that  place  with  the 
cars  of  the  Peru  and  Indianapolis  Railroad  which 
run  to  Kokomo,  or  within  a  short  distance.  Also 
that  the  side  track  from  the  Canal  to  the  main 
track  of  the  Peru  and  Indianapolis  Road  is  finish- 
ed, and  the  track  layers  having  come,  the  laying: 
down  of  the  main  track  is  being  pushed  vigorous- 
ly. The  locomotive  is  now  engaged  at  work  upon 
the  track. 


Clilcaso,  SterllnK  *i*d  BllasUslppt  Railroad. 

On  Thursday,  the  15th  ult.,  a  meeting  of  the 
■tockholders  of  Chicago,  Sterling  and  Mississippi 
Railroad  Conipany,  was  held  at  Aurora,  and  the 
following  persons  unanimously  elected  Directors : 
Horatio  0.  Lo«mis,  Hiram  A.  Tucker,  Chicago; 
Walter  Blanchard,  John  Collins,  Lewis  Ellsworth, 
Aylmer  Keith,  Henry  L.  Peaslee,  Adiel  S.  Jones, 
Willard  Scott,  Joseph  Naper,  Davis  Hess,  Na- 
perville;  Edward  R.  Allen,  Wm.  H.  Hawkins 
Aurora. 


llasIiTllIe  and  Cliattanooga  Railroad. 

The  recent  election  for  Directors  of  this  Com- 
pany resulted  as  follows  :  V.  K.  Stevenson,  Alex- 
ander Allison,  Johu  M.  Bass,  Jeremiah  Cleveland, 
P.  S.  Decherd.  F.  B.  Fogg,  Lewis  Garner,  Samuel 
D.  Morgan,  John  T.  Neil,  E.  H.  Ewing,  J.  B. 
Snowies,  A.  M.  Rutledge,  W.  Speuce,  Thomas 
Powers,  and  Jas.  A.  WhitcMdes.      ..  ■  *     .  '  •.    - 

The  bridge  across  the  Tennessee  River,  from 
aecoonts  lately  received,  must  be  now  fully  com- 
pleted, and  cars  running  uninterruptedlT^  betwMD 
Jf*iliville,  Cbarleiton and  Savftunah,     .-;>  r-i. 


Geneaee  and  Oakland  Railroad. 

This  road  is  projected  to  run  from  Pontiac  to 
Saginaw,  in  Michigan.  Pontiac  is  within  26  miles 
of  Detroit,  with  which  it  is  already  connected  by  a 
railroad.  Pontiac  is  also  the  eastern  terminus  of 
the  proposed.  Oakland  and  Ottawa  railroad.  From 
here  to  Saginaw,  in  a  direct  line,  is  about  70  miles. 
The  latter  point  is  the  natural  harbor  of  Saginaw 
Bay,  although  lying  10  or  15  miles  distant  on  the 
river  of  the  same  name.  The  country  about 
Saginaw  is  very  productive  in  the  best  kinds  of 
pine  lumber,  a  product  of  great  value  in  the  pres- 
ent and  prospective  trade  of  Michigan.  The  dis- 
tance from  Detroit  to  Saginaw  by  the  railroad 
will  be  about  100  miles;  time  4  hours;  by  water 
225  to  250  miles,  and  time,  by  propellers,  from  1 
to  \yi  days,  and  by  sailing  vessels  in  the  lumber 
trade  from  2  to  6  days. 

The  organization  of  this  road  being  completed  a 
choice  of  directors  was  made  at  Detroit,  en  the 
7th  inst.,  with  the  following  result; 

H.  K.  Sanger,  of  Detroit. 

David  Smart,  « 

H.  H.  Brown,  " 

N.  P.  Stewart,  of  Pontiac. 

N.  W.  Clark,  of  Clarkston. 

Enos  Goodrich,  of  Goodrichville. 

J.  M.  Fenton,  ofFlint. 


S*raeu«e  and   Blnghamlon  Railroad. 

The  objects  of  the  above  road  are  Ivbo  fold — ^to 
supply  Railroad  accommodations  to  an  important 
section  of  the  State,  now  without  sijch,  and  to 
open  an  avenue  ft-om  the  Coal  fields  of  Pennsylva- 
nia to  Central  New  York  and  Lake  Ontario. 

We  have  taken  frequent  occasions  to  refer  to 
the  above  as  one  of  the  most  promising  of  our 
new  works.  It  traverses  a  rich  and  densely  set- 
tled agricultural  district,  destitute  of  Railroads, 
so  that  it  must  command  all  the  business  of  the 
section  of  country  traversed.  In  addition,  it  runs 
in  such  a  direction  that  it  cannot  affect  injuriously 
any  other  road,  while  its  opening  must  prove  most 
advantageous  to  connecting  lines. 

The  length  of  the  road  will  be  80  miles.  Its 
total  estimated  cost  is  as  follows : 

Grading,  Masonry  and  Bridging 625,427  27 

Superstructure,  (includhig  Iron) 677,050  00 

Equipment 236,600  00 

Depots,  etc 60,000  00 

Land,  Land  Surveys  and  Fencing 176,000  00 

Engineering  and  Agencies 40,000  00 


jaeluoBTllle  and  CarroIKon  Railroad. 

The  organization  of  a  company  has  been  com- 
pleted for  the  construction  of  a  railroad  between 
the  above  named  points,  the  former  in  Sangamon, 
the  latter  in  Greene  County,  Illinois.  The  length, 
in  a  direct  line,  is  about  35  miles.  Jacksonville 
is  an  important  point  on  the  Great  Western,  Illin- 
ois, Railroad,  while  Carrollton  is  in  the  line  of 
trade  and  travel  which  .may  diverge  therefrom, 
destined  for  Alton  and  St.  Louis. 

The  route  lies  nearly  parallel  with,  and  at  an 
average  distance  of  15  miles  from  the  Illinois 
River,  traversing  a  country  of  great  fertility,  and 
whose  productions  and  general  business  must  nat- 
urally be  attracted  to  St.  Louis.  This  road  promi- 
ses to  be  a  judicious  and  profitable  investment. 

The  officers  are — Judge  D.  M.  Woodson,  of 
Greene  County,  President,  and  Geo.  T.  Brown,  of 
Alton,  Secretary.  A  preliminary  survey  has  been 
commenced  by  Joseph  T.  Hunt,  Esq.,  late  Chief 
Engineer  of  tbe  Terr«  Haute  and  Alton  railroad 
company.  -j^j.ij 


Total Sl,809,077  27 

Or  about  S22,500  per  mile. 

There  has  been  expended  upon  the  work  $509,- 
732  88.  The  work  of  graduation  upon  all  the 
lighter  part  of  the  line  has  been  completed,  and 
such  progress  has  been  made  with  the  heavy  sec- 
tions as  to  leave  no  doubt  that  the  whole  road 
will  be  in  readiness  for  the  rails  by  the  opening  of 
spring.  There  is  probably  no  route  for  a  Railroad 
in  the  State,  of  equal  length,  more  favorable  for 
the  construction  of  a  Railroad. 

The  local  capital  that  is  subscribed  already 
amounts  to  $823,000,  a  large  portion  of  which  has 
been  paid  in  and  expended  on  the  road.  This  sub- 
scription is  of  the  best  kind,  and  very  nearly  the 
whole  amount  will  be  called  in,  before  the  credit  of 
the  Company  is  resorted  to.  It  is  believed  that  the 
entire  graduation  of  the  road  made  will  be  com- 
pleted from  assessments  on  Stocks,  leaving  the 
money  to  be  raised  on  Bonds,  to  be  applied  to  the 
superstruction  and  equipment. 

To  raise  the  Lecessary  sum  for  these  objects  the 
Company  propose  to  issue  a  first  and  only  mort- 
gage upon  their  road,  to  the  amount  of  $1,000,000. 
Such  further  demands  as  may  arise,  can  be  pro- 
vided for  by  additional  subscriptions  of  Stock. 

The  road  as  before  stated,  will  traverse  one  ox 
the  best  portions  of  the  State  of  New  York,  and 
will  not  have  any  portion  of  its  appropriate  busi- 
ness compeied  for  by  a  rival  work,  either  Railroad 
or  Canal.  This  district  is  capable  of  supplying  a 
lucrative  IrafHc  to  a  Railroad.  There  is  no  portion 
of  the  State  devoted  to  agi  iculture,  more  densely 
settled,  nor  possessing  greater  resources.  In  ad- 
dition, there  is  no  road  in  the  State  that  has  the 
prospect  of  an  equally  through  tonnage.  One  lead- 
ing object  is  that  the  road  was  to  reach  the  Coal 
field  of  Pennsylvania  for  the  purpose  of  supplying 
the  indispensible  article  offnel  to  the  cities  of  Syra- 
cuse and  Oswego,  and  to  the  shipping  on  the  Lakes. 
Syracuse  has  a  population  of  nearly  30,000,  and  is 
the  great  seat  of  the  manufacture  of  Salt,  in  the 
interior.  Her  S.alt  works  now  consume  over  300- 
000  cords  of  wood  per  annum.  This  immense 
consumption  diminished  the  supply,  and  inoreased 
the  price,  to  such  an  extent  as  to  threaten  a  rapid 
reduction  in  the  amount  of  salt  produced,  unless 
a  new  source  of  supply  of  fuel  is  obtained,  which 
can  only  b«  bad  fVom  tb«  coal  mines  of  northern 
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Pennsylvania.  To  reach  this  coal  was  one  great 
reason  for  undertaking  this  wotk.  In  addition  to 
tb*  demand  for  the  Salt  works,  a  very  large 
amonnt  of  coal  is  wanted  in  that  city  for  the  or- 
dinary purposes  of  consumption. 

A  still  wider  market  for  the  article  would  pro- 
bably be  at  Oswego.  This  is  the  great  Port  of 
Lake  Ontario,  and  no  town  in  the  country  is  rising 
faster  in  importance,  or  whose  commerce  is  increas- 
mg  more  rapidly.  The  city  contains  15,000  inhabi- 
tants, the  wants  of  which  would  re<iuire  a  large 
amount  of  coal.  The  introduction  of  coal  upon 
Lake  Ontario  would  lead  to  its  immediate  use  by 
every  variety  of  steam  craft  navigating  the  Lake: 
and  by  the  numerous  thriving  cities  upon  its 
shores,  in  Canada  a-s  well  as  in  tliis  State. 

In  additiim  to  the  local  imiiortance  of  the  above 
works,  and  as  an  avenue  between  the  Coal  fields, 
Syracuse,  and  Lake  Ontario,  tl.c  above  road  cannot 
fail  to  become  a  part  of  a  most  imi»ovlant  through 
route  between  tlie  Great  Lakes  and  New  York. — 
In  connection  with  other  roads  now  in  progres.^  or 
operation  it  will  form  a  continuous  line  of  unbrok- 
ei  gauge,  between  the  Great  Lakes  and  New  York. 
From  Binghamton  a  road  is  already  in  operation 
to  Scranton,  the  centre  of  the  northern  Coal  field. 
From  Scranton  to  New  York,  a  Railroad  upon  the 
wide  gauge  is  in  progress.  Upon  the  completion  of 
the  line  f\om  Oswego  to  Scranton,  a  distance  of 
177  miles,  the  coal  car  can  always  have  a  return 
freight,  carrying  full  loads  both  ways,  which 
would  either  reduce  the  cost  of  transportation  to 
a  low  figure,  or  would  add  largely  to  the  receipts 
of  the  roads.  To  show  the  magnitude  of  the  Lake 
imports  at  Oswego  we  give  the  importations  of 
a  few  leading  articles  into  that  place  for  the  pa.st 
three  years: 

1851  1852  1853 

Bbls  Flour...,  272,343  389,920  275,105 
Bush  Wheat...  4,231, 89'J  6,525,309  4,353,699 
Feetoflnmber,83,823,417  98,144,855  119,762,233 

All  the  above  articles  are  taken  to  New  York. — 
A  Railroad  capable  of  transporting  at  cheap  rates 
would  command  a  veiy  considerable  amount  of 
tie  above  freight,  particularly  such  as  would  be 
moved  in  the  winter  months.  The  distance  be- 
tween Oswego  and  New  York  over  the  above  route 
would  be  some  30  miles  shorter  than  by  any  other 
line.  On  the  whole,  we  know  of  no  line  of  road 
occupying  a  better  route  for  a  lucrative  traffic,  and 
hardly  any  more  important  to  the  interests  of  the 
country.  ::.  ij*/    '-7/^:^  v^^     ;•-...  .. 

In  another  number,  we  shall  give  a  portion  of 
the  recent  report  of  the  Company. 

CItlcago  and  Rock  Island  Railroad. 

"«<  Messrs.  Sheffield  and  Famham  have  completed 
another  link  in  the  Chicago  and  Rock  Island  Rail- 
road, and  the  cars  are  now  running  to  Genesee,  156 
miles  from  Chicago.  The  rails  have  to  be  laid  on 
only  23  miles  more,  when  the  road  will  be  com- 
pleted. ...      ' 

Bellcfontalne  and  Indlaua  Railroad* 

The  net  earnings  of  the  Bellefontaine  and  Indi- 
ana Railroad  Co.,  (in  Ohio),  for  the  year  ending 
the  1st  November,  1853,  after  paying  the  interest 
on  her  debt,  amounts  to  8  pt;r  cent,  on  the  capital 
Ktock.  This  road  was  not  completed  through  from 
GalHon  v>  the  Iiidiann  State  line,  118  miles,  until 
th3  Ist  March  last.  There  has  been  a  steady  in- 
crease in  the  monthly  receipts,  which  will  ao  doubt 
continue.  .^-C  lH\? 


Iinproveiaeuts  In  CominutiieAtien  by  Hlgh- 
waya. 

'•  By  ZeRAH  COLBL'RN.  '       :      ','v'' 

The  necessities  of  business  and  social  inter- 
course have  created  various  means  of  comnmni- 
cation.  Upon  the  land,  railroads,  highways  an'l 
canals  for  vialter,  and  the  telegraph  for  thovghl, 
are  among  the  facilities  in  our  reach.  Railroads 
afford  the  most  expeditious,  and  at  their  working 
vpjotial  capacity,  the  most  economical  application 
of  locomotive  power.  Railroads,  however,  re- 
quire a  concentration  of  business  for  thiir  crea- 
tion and  support ;  they  arc  th'-  i)r.Klnct  of  society 
and  not  of  the  individual.  Thi-y  are  in  all  cascf^ 
ihe  lrunk.<  of  which  citmmon  higiivvays  arc  the 
branches,  a?i(l  so  long  as  railro;»'ls  nr*'  used  .^o  long 
rtiil  highways  be  occupied  in  b'.tii  the  piiiiiary 
and  the  uliiniatc  stages  of  transjwrtation.  How- 
ever important  tlie  niowment  effi'cted  upon  the 
railroad,  it  can  be  only  intennnJiofr,  the  traflii 
being  supplied  and  tlistribtitcd  by  the  commnij 
highway.  Railnwds  m,iy  occupy  the  rout'j  and 
supplant  the  business  of  coinciiknl  highways,  but 
laUral  roads  will  be  built,  of  .an  extent  more  than 
sufficiejit  to  restore  the  relation  previously  exist- 
ing. 

The  engrossing  interests  of  our  railways,  .ilmost 
precludes  a  calm  comparison  between  them  and 
the  ordinary  carriage  roads  of  our  country ;  but 
so  soon  .IS  we  perceive  the  princii)le  by  which  the 
latter  must  always  exceed,  in  extent,  the  former, 
we  cannot  fail  to  be  impressed  with  the  import- 
ance of  any  improvement,  having  for  its  objt'ct 
the  application  of  the  most  efficient  and  economi- 
cal power  on  highways. 

We  must  look  upon  the  railway  and  the  high- 
way systems  of  the  country  .as  mutually  depend- 
ent ; — neither  can  supplant  the  other. 

The  object  of  the  rail.vay  and  of  the  highway 
is  the  same, — to  facilitate  carriage.  The  former, 
requiring  greater  economy  to  devclope  its  value, 
has  been  made  operable  by  inanimate  power.  The 
latter  is  still  worked  in  the  most  primitive  man- 
ner. There  has  been  no  important  application  of 
industry,  or  process  of  production,  in  which  the 
service  of  inanimate  power  has  not  been  sought. 
Travelling  by  highway  remains,  however,  essen- 
tially the  same,  as  at  the  invention  of  carriages. 
Animals  still  furnish  the  locomotive  power.  With- 
out regard  to  the  purpose  of  its  applicai'ton,  the 
quality  of  ]X)wer  sought  in  modern  times,  is  in  all 
other  cases  inanimate;  involving  less  first  cost, 
less  subsequent  depreciation  and  expense  of  main- 
tenance ;  being  more  efficient,  more  controllable, 
less  in  opposition  to  the  impulses  of  humaiiity  and 
aflbrding  employment  to  a  higher  grade  of  labor 

We  must  therefore  apply  steam  power  to  com- 
mon roads,  not  that  such  application  of  power  is 
as  economical  as  upon  a  railroad,  it  being  but 
about  oue-eighth  as  efficient  at  the  best,  but  that 
common  roads  must  exist  by  the  very  existence 
of  railroads;  and  that  they  must  also  be  worked 
wUh  some  power,  and  that  steam  power  is  better, 
for  every  rea.son,  than  any  other.     "  v       .-:>^ 

There  were  many  reasons  which  prevented  the 
adoption  of  the  early  steam  carriages.  The  motive 
for  the  use  of  steam  carriages  was  dilTerent  then 
from  what  it  would  be  now.  The  contest  was 
then  between  the  railroa-l,  operated  by  hoTse  or 
stationary  engine  power^  and  the  highiray  operat- 
ed by  skam  power.    The  steiuq  carriage  bad  been 


tried,  well  matured,  and  had  become  successful, 
when  modern  railroad  locom-ilivcs  existed  only  as 
a  siiggesii/jn.  The  fortunate  idea  which  after- 
ward determined  thi-  applicition  of  steam  to  the 
railway,  and  the  gigantic  enterprise  offered  in  its 
development,  the  latter  not  yet  completed,  arrest- 
ed at  once  al!  furthir  efforts  in  the  introduction 
of  .steam  upon  highways.  The  ix'snltx  given  by 
the  use  of  steam  on  railways  induced  a  belief  that 
fuch  was  soon  to  be  the  univci-sal  means  of  loco- 
motion upon  the  land.  The  necessary  relation 
bk-lween  the  two  systems  wjis  forgotten.  The  cn- 
aiiiceriti'g  <  lu-rgy  and  financial  patronage  of  the 
couritry  sou^'ht  only  one  channel. 

There  were  other  rcasoas  which  kept  steam 
carriages  from  general  u.S''.  While  the  locomotive 
W.1S  provideil  v.itii  i(s  appropriate  track,  the  one 
hciii^-  made  <  xpn  sOy  f..r  the  other,  the  steam 
carriage  could  only  ;un  upon  the  public  thorough- 
iM\-^,  .-ilrca-ly  occupied  by  the  ordinary  means  of 
coi.vt  y.iin .-,  and  in  the  success  of  which  the  pro- 
pri(  tors  of  iiiM;j>ikes  were  immediately  interested. 
Hence  i  rohib'iory  toils  were  im|>osed  upon  the 
iijtrusive  .steamers,  and  it  .soon  ttecame  a  question 
with  their  owners,  not  if  th^y  would  prove  practi- 
c.tb'.r,  but  i!  they  would  Income  profitable.  The 
influ'-iice  opposed  to  them  soon  settled  that  pomt, 
and  tstablislied  the  fact,  not  that  they  could  not, 
but  that  they  rkoutd  net  pay. 

We  have  already  said  that  steam  carriages 
proved  succcssfull  as  a  mechanical  application. 
While  the  question  was  debating  whether  steam 
locomotives  or  statio:iary  engines  should  be  adopt- 
ed for  the  Liverpool  and  Manchester  railroad  (the 
pioneer  in  English  railroad  enterprise)  there  had 
been  built  a  large  number  of  steam  carriages; 
and  by  the  .time  the  "Rocket'"  had  proved  its  ca- 
pacity for  speed  at  22  miles  per  hour,  on  the  rail- 
road, steam  had  been  used  on  common  roads  at 
.speeds  oi  thirty  "miles  per  hour.  In  1829,  Golds- 
worthy  Guniey  hal  gone  from  Loudon  to  Bath 
with  his  steam  carriage,  and  in  returning  made  a 
distance  of  84  miles,  including  several  stops,  in 
ten  hours.  He  aftei wards  made  from  twenty  to 
thirty  miles  per  hour,  while  Summers  and  Ogle's 
carriage,  built  soon  afler,  was  run  over  portions 
of  the  distance  between  London  and  Southamp- 
ton at  a  speed  of  frMU  thirty  two  to  thirty  five 
miles  per  hour. 

In  tho  third  volume  of  the  Executive  Docu- 
ments of  the  22d  Congress  is  given  a  reprint  of 
the  evidence  upon  steam  carriages,  given  in  to  a 
select  Committee  of  the  British  House  of  Com- 
mons, and  first  pnblished  Oct.  12th  1831.  Most 
of  the  inventors  and  proprietors  of  steam  car- 
riages were  examined  before  this  committee,  in 
the  summer  of  1831,  besides  a  number  of  promi- 
neut  engineers,  whose  opinions  were  asked  as  to 
the  ultimate  value  of  such  modes  of  conveyance, 
and  especially  iis  to  their  effect  upon  highways. 

Not  wishing  to  base  any  estimation  of  what 
may  yet  be  done  upon  the  aclHevements  of  a 
period  so  long  passed,  we  should  not  have  allud- 
ed to  this  document  in  any  terms,  but  for  the  fact 
that  it  contains  reliable  infonnalion  u|>on  the 
point,  important  to  succeeding  exi>erimenta1ists, 
and  such  as  is  not  generally  accessible. 

At  tlie  time  of  the  examination  by  the  select 
committee,  Gumey,  Hancock,  Summers  and  Ogle, 
and  James  Stone,  the  latter  now  of  New  York 
City,  had  operated  steam  carriage*  upon  hif b- 
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lu  connection  with  this  subject  ii  may  be  said 
that  J.  K.  Fisher  of  New  York,  has  o;i  exhibition 
at  the  CrystHl  Palace,  a  working  steam  carriage 
of  about  1 200  lbs.  weight  and  of  the  power  of 
four  horses.  Besides  some  improvements  in  the 
details  of  the  engine,  such  as  would  be  equally 
applicable  to  other  steam  engines,  Mr.  Fisher's 
general  plan  of  carriage  and  connectiou  of  engine 
thereto,  contains  some  very  decided  improve- 
ments over  anything  that  has  been  devised  hereto- 
for».  The  elongation  of  the  wheel  base  of  the  en- 
gine gives  greater  facility  for  steering ;  the  con- 
nection of  the  piston  rod  with  the  crank  through 


ways.  All  of  these  men  contended  against  the 
greatest  of  difficulties.  Discriminating  and  bur- 
densome tolls  had  been  placed  by  the  turnpike 
proprietors  upon  the  passage  of  all  steam  car- 
riages, a  disposition  being  evinced  to  obstiuct 
their  success ;  while  a  wide  misapprehension  ex- 
isted as  to  their  effect  on  roads.  To  these  were 
added  the  great  expense  of  such  trials,  under- 
taken by  men  looking  solely  to  their  own  inter- 
ests, and  who  weie  not  theorists,  attempting  the 
perfection  of  ingenious  models.  And  what  was 
worse,  the  absence  of  those  guides,  which  cx- 
periertce  had  given  to  other  branches  of  engineer- 
ing, was  an  ever  present  difficulty,  requiring  re- 
peated and  costly  trials  for  the  determination  of 
each  proportion  and  arrangement. 

The  results  elicited  were  that  carriages  of  from 
53  to  80  cwt.  had  been  built ;  that  each  10  cwt. 
was  equal  to  one  horse  power,  while  in  some 
cases  with  better  arrangement  and  construction, 
5  cwt.  yielded  the  same  power ;  that  the  boilers 
were  safe  from  explosion,  the  machinery  safe  from 
fracture,  the  engine  not  liable  to  frighten  horses, 
bsing  free  from  smoke  and  having  no  escaping 
steam.  That  a  speed  of  ten  to  twelve  miles  per 
hour  was  an  ordinary  i>erforraanco,  while  Sum- 
mers and  Ogle's  carriage  had  gone  at  a  slow 
8  eed,  up  a  hill  of  1  in  6,  and  24i  miles  per  hour, 
loaded  with  passengers,  over  the  London  road. 
The  same  engine  had  gone,  with  19  passengers, 
up  a  hill  of  1  in  12,  at  15  miles  per  hoar.  It  had 
gone  4>2  consecutive  miles  on  a  level  in  9  minutes,  I '"  the  success  of  their  patrons. 


leaving  Fort  Benton,  which  in  connection  with  the 
reports  made  previous  to  that  time,  will  I  hope  be 
sufficient  for  the  purposes  of  Congress  until  a  de- 
Uiled  report  can  be  furnished. 

Tours,  &c.,  * 

ISAAC  P.  STEVENS. 

The  above  letter  shows  that  one  good  route  for 
a  Railroad  to  the  Pacific  exists ;  "  well  wooded  and 
watered,  and  admirably  adapted  to  settlement  and 
cultivation  throughout"  with  easy  passes  through 
the  mountains ;  advantages  which  are  not  even 
claimed  for  the  other  roads  proposed.        ]  :^  _^ , 

Our  conviction  is  that  before  three  years  have 
elapsed,  the  right  to  construct  a  Railroad  over  th« 


privileges,  will  be  regarded  as  the  most  valuable 
gift  the  Government  can  bestow. 


\ 


an  intermediate  crank  upon  a  separate  cross  shaft,  |  northern  route,  unaccompanied  by  any  particular 

the  intermediate?  cranks  being  connected  like  two 

pairs   of  driving  wheels,  reduces    materially    the 

oscillating  motion  of  the  carriage  at  high  speeds. 

The  "outside  connection'    also  removes  obvious 

difficulties  in  the  way  Oi  the  success  of  former 

carriages,  inasmuch  as  the  weight  and  breakage 

of  crank  shafts  is  avoided.  ^ 

The  great  inducement  to  the  use  of  horsca  is 
in  the  employment  of  their  value.  The  animal 
servitude  is  sustained  for  the  same  reason  that 
human  bondage  exists ;  it  is  a  matter  of  property, 
which,  except  it  be  employed,  will  depreciate  in 
value,  and  entail  loss  upon  the  owners.  Those  al- 
ready identified  with  the  horse  coach  interest  op- 
pose the  introduction  of  steam  as  likely  to  injure 
the  value  of  their  property.  While  those  inter- 
ested only  in  roads  must  naturally  feel  an  interest 


or  at  thirty  miles  an  hour. 

These  engines  could  be  stopped,  when  going  at 
eight  miles  per  hour,  within  21  feet.  Hancock's 
carriage  could  turn  around,  on  the  inner 
circle  of  only  4  feet  diameter,  or  could  turn 
to  another  at  right  angles, 
feet  width,   at  six  miles  per 


street 
of  ten 


that   there  was 
22  miles  an  hour. 


no  sjipping  of 


from    one 
and   each 
hour. 
It  was  proved 

the  wheels  at 

McNeil,  McAdam  and  Telford,  all  eminent  road 
engineers,  agreed  that  the  wear  produced  by 
horscb'  feet  was  much  greater  than  that  by  the 
wheels  of  wagons.  One  estimate  of  the  propor- 
tionate wear  by  wheels  and  horses'  feet  was  1 
to  8  on  common  roads,  and  1  to  7  on  the  London 
pavements.  .      .  ^  > 

With  such  results  actually  attained  daring 
periods  of  several  months,  and  in  some  cases  for 
one  to  two  years,  there  could  be  no  doubt  of 
the  practicability  of  steam  carriages.  As  to  their 
economy  it  was  estimated  that  they  could  save 
two- fifths  in  first  cost,  «nd  in  wear  and  tear,  over 
horses  doing  the  same  work,  and  five-sixths  of 
the  expense  of  feed  and  attendance. 

Independent  of  these  results,  which  have  been 
given  merely  to  replace  them  on  record,  the 
qoestion  of  the  adaptation  of  steam  to  good  com- 
mon roads,  appears  of  easy  solution. 

The  power  that  usurps  the  place  of  animals,  in 
mills,  in  mir.es,  and  on  railroads,  ought  to  do  so 
with  tho  same  economy  on  common  roads.  The 
crowded  streets  of  our  cities  give  tho  best  test  of 
such  a  plan.  The  objections  to  tracks,  being  very 
serious  where  these  are  laid  through  streets  occu- 
pied by  carriages  of  nearly  all  kinds,  and  tlie 
bulk,  danger,  noiso  and  expense  of  horse  omni- 
bosses,  would  be  essentially  reduced  by  the  sub- 
ttitntiou  of  a  good  system  of  steam  carriages. 


There  will  bo  no  difficulty  in  a  supply  of  edu- 
cated labor,  appropriate  to  the  operation  of  steam 
coaches.  The  truniphs  of  steam  have  always  en- 
listed and  instructed  recruits  When  it  was  de- 
monstrated that  cotton  could  be  manufactured 
by  machinery,  a  community  of  mere  laborers  be- 
came a  community  of  manufacturers.  When 
steam  was  applied  to  navigation  engineers  became 
as  plenty  as  sailors.  There  has  been  no  improved 
application  of  physical  means  to  physical  ends 
which  has  been  long  retarded  from  being  beyond 
the  capacity  of  the  age  to  developc. 


Paeiflc  Railroad. 

Governor  Stevens'  Route. — We  copy  from  the 
Washingtan  Union  the  following  letter,  from  Go- 
vernor  Stevens,  to  a  friend  in  Washington : — 

Olympic,  Dec.  5,1853. 

"  After  a  long  and  arduous  journey  across  the 
country,  my  party  has  at  length  reached  Fort  Van- 
couver in  good  hualth  and  spirits,  having  made 


Paelllc  Railroad* 

We  give  the  following  correspondence,  which 
has  taken  place  between  Mr.  Ohatficld,  President 
of  the  Atlantic  and  Pacific  Railroad,  and  Mr.  Bart- 
lett,  of  the  Mexican  Boundary  Survey. 

Sir  : — Your  duties  as  Commissioner  on  the  part 
of  the  United  Stat«s,  for  running  the  boundary 
between  this  country  and  Mexico,  carried  you 
over  the  route  between  El  Paso  on  the  Rio  Grande 
and  San  Diego  on  the  Pacific.  You  also  traversed 
considerable  portions  of  the  northerly  part  of  Tex- 
as. Will  you  oblige  me  by  stating  your  opinion 
of  the  practicability  of  this  route  for  a  railroad 
from  the  Mississippi  to  the  Pacific  ?  •  1    '    • 

Very  respectfully,  yours, 

LEVI  S.  CHATFIELD, 
President  A.  &  P.  R.  R.  Co. 
John  R.  Birtlett,  Esq..,  &.Q.,  Slc. 

.  New  York.  Dec.  2l8t.  1863. 

Levi  S.  Chatpield,  Esa., 

President  of  the  Atlantic  and  Pacific  R.  R.  Co. 
Sir, — Your  note  asking  me  to  state  to  you  the 
result  of  my  observations  as  to  the  practicability 
of  the  roate  between  El  Paso  on  the  Rio  Grande  and 
the  Pacific,  for  the  construction  of  a  Railroad  has 
been  received.  In  reply  I  beg  to  make  the  follow- 
ing statement : 

During  my  connection  with,the  survey  of  the  Mexi- 
can Boundary,  as  Commissioner,  my  duties  led  me 
at  various  times  across  the  distiict  west  of  the  Rio 
Grande,  embraced  between  the  parallels  of  31  and 
32  dcg.  40  min.  North  latitude,  within  which  is  a 
belt  of  country,  the  geographical  features  of  which 
have  never  been  properly  made  known.  This  re- 
gion had  never  been  traversed  by  any  Bcientiflc 
party  before  it  was  explored  by  the  U.  S.  Bounda- 
ry Commission,  and  the  result,  as  I  shall  show, 
will  have  a  most  important  bearing  on. the  ques- 
tion of  the  most  favorable  route  for  a  great  nation- 
al railway  from  the  Atlantic  to  the  Pacific. 

Until  recently,  the  maps  of  the  interior  portion 
of  our  continent  have  exhibited  the   great  chain 


a 
thorough  survey  of  the  route,  and  being  convinced 

of  its  entire  practicability.     Our  success  has  been  I  known  as  the  Rocky  Mountains  as  continuous  from 
greater  than  we  anticipated.  The  country  through-  a  high  northern  latitude  to  the  Isthmus  of  Pana 


out  is  well  wooded  and  watered,  and  admirably 
adapted  to  settlement  and  cultivation.  I  furn- 
ishes inexhaustible  supplies  of  wood  and  stone  for 
building  materials.  The  rivers  and  streams  are 
such  as  can  be  easily  bridged.  In  each  of  the 
mountain  ranges  wo  have  discovered  two  passes, 
presenting  no  serious  obstructions,  and  through 
which  a  railroad  can  easily  bo  conducted.  The 
amount  of  tunnelling  is  small,  not  probably  ex- 
ceeding in  the  whole  route  two  miles.  No  unto- 
ward accident  has  occTired  during  the  whole  jour- 
ney to  interrupt  or  throw  a  shade  over  our  labors. 

"  Besides  these  important  results,  much  inter- 
esting and  valuable  information  has  been  gathered 
in  relation  to  the  Indian  tribes,  and  the  geological 
features  of  the  country,  which  will  appear  in  the 
detailed  report  of  the  operations  of  the  survey. 

"  This  report,  however,  I  shall  not  be  able  to 
prepare  in  time  to  reach  Washington  by  the  1st  of 
February.  I  shall  send  by  the  mail  to-day,  to  the 
Secretaiy  of  War,  a  report  of  our  operations  since 


ma ;  thereby  presentmg  a  barrier  to  the  construc- 
tion of  a  great  public  highway,  whether  for  a  wag- 
on road  or  a  railway,  except  through  a  few  well 
known  passes.  But  such  does  not  convey  an  ac- 
curate idea  of  the  geographical  features  of  this 
region. 

These  mountains  exhibit  the  chaiacter  given 
them  by  travellers,  except  between  the  parallels 
of  31  deg.  20  min.  and  32  deg.  32  min.  north  lati- 
tude, where  they  do  not  appear.  Both  to  the 
north  and  south  of  this  district,  they  rise  up  in 
elevated  peaks,  separated  by  narrow  and  intricate 
valleys,  forming  an  almost  continuous  chain. 

About  the  parallel  of  32  deg.  32  min.  the  Rocky 
Mountains  suddenly  drop  ofiT  about  eight  miles 
south  of  the  Copper  Mines  of  New  Me^lx),  (now 
Fort  Webster,)  and,  with  the  exception  of  a  few 
spurs,  seem  to  disappear  entirely.  Here  we  emerge 
into  the  great  pleateu  or  table-land,  which,  with 
scarcely  an  interruption,  extends  more  than  a 
thousand  miles  to  the  south.     The   elevation  of 
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this  plateau  varies  from  -101)0  to  &U00  feet  above 
the  level  of  the  sea,  and  is  crossed  by  no  contin- 
uous range  of  mountains  for  the  distance  stated. 
Sbort  isolated  mountains  and  hills,  alone  appear 
at  intervals,  and  these  are  sometimes  separated  by 
fifty  or  a  hundred  miles  of  plain.  Through  thu 
State  of  Chihuahua  this  pleateau  is  limited  on  the 
west  by  the  Sierra  Madre,  but  on  the  east  it  cross- 
es the  Rio^Grande  and  extends  across  the  northern 
portion  of  Teziis. 

The  great  mountain  chain  which  so  abruptly 
terminates  near  the  Copper  Mines  as  stated,  again 
begins  to  appear  in  about  the  parallel  of  31  deg. 
20  min.,  a  few  miles  north  of  the  Guadalupe  Pass, 
through  which  runs  Colonel  Cook's  road.  The 
range  is  here  called  the  Sierra  Madre,  and  forms 
an  almost  unbroken  chain  through  the  entire 
length  of  Mexico.  Within  fifty  miles  to  the  south 
there  is  another  pass  for  mules,  but  beyond  this, 
none  for  more  than  500  miles. 

Guadalupe  Pass,  which  I  bare  been  through 
three  times  on  foot,  and  each  time  taken  a  bird's- 
eye  view  from  the  most  elevated  peaks,  is  through 
and  across  a  spur  of  the  Sierra  Madre,  the  termi- 
nation of  which  is  within  ten  miles  to  the  north. — 
From  this  spur,  the  country  is  open  to  the  moun- 
tains which  encompass  the  Gila,  as  well  as  to  the 
lino  where  the  Rocky  Mountains  terminate  near 
the  Copper  Mines. 

The  Gila  is  closely  hemmed  in  by  elevated 
mountains  for  about  one-half  its  length;  or  to  a 
point  about  50  miles  below  the  mouth  of  the  San 
Pedro  river.  Some  of  these  mountains  extend  ten 
or  more  miles  into  the  plain,  so  that  it  is  an  abso- 
lute impossibility  to  construct  a  highway  near  that 
river. 

The  district  or  belt  of  country  which  lies  be- 
tween the  northern  spur  of  the  Sierra  Madre,  and 
the  southern  spurs  of  the  Rocky  Mountains,  may 
be  safely  set  down  at  from  80  to  100  miles  in 
width,  and  extends  entirely  across  the  continent 
from  the  Rio  Grande  to  the  coast  range  of  moun- 
tains on  the  Pacific.  In  it  are  no  continuous  chains 
of  mountains,  such  as  will  present  an  impassable, 
or  even  a  serious  barrier  to  the  construction  of  a 
railway.  This  plain  is  crossed  at  intervals  of  from 
15  to  80  miles  with  short  and  isolated  ridges  of 
mountains,  having  an  elevation  of  from  lUOO  to 
2U0O  feet  above  the  plain,  and  running  from  north- 
west to  south-east.  These  mountains  when  seen 
vt  a  distance,  appear  like  a  continuous  chain,  but 
on  approaching  them,  they  are  found  to  be  in  short 
ridges  from  tive  to  ten  miles  in  length,  overlapping 
each  other,  with  broad  defiles  or  open  spaces  be- 
tween, and  aflfording  easy  passages  through. 

>In  my  journey  west  from  the  Rio  Grande,  with 
a  tfain  of  heavily  laden  wagons  and  pack-mules,  1^ 
travelled  more  than  30  miles  a  day  across  this  dis- 
trict, near  the  parallel  of  32  deg.  22  min.,  without 
locking  the  wheels  of  my  wagons.  This,  too, 
where  there  was  no  road.  Every  mountain  range 
was  passed  through  without  difficulty,  and  in 
some  instances,  so  gradual  was  the  ascent  and  de- 
scent, that  it  was  scarcely  perceptible.  I  have 
aho  traversed  the  district,  or  have  seen  it  from 
eminences  over  which  the  32d  parrallel  would 
pass,  for  about  three  hundred  miles  west  of  the 
Rio  Grande. 

The  first  barrier  of  consequence,  of  which  I  can- 
not speak  with  certainty,  is  a  range  of  mountains 
beyond  the  San  Pedro  river,  bounding  the  Santa 
Cruz  valley  on  the  east.  They  terminate  in  lati- 
tude 31  deg.  16  min.  where  I  passed  them.  Be- 
tween 82  deg.  and  32  deg.  22  min.  they  are  passed 
by  wagons,  but  I  cannot  state  with  what  facility. 
But  if  they  can  be  passed  any  where  between  the 
32d  parallel  and  the  Gila  the  last  obstacle  is  over- 
come to  reach  the  plateau  near  that  river.  It 
would  be  desirable  to  find  an  opening  to  the  Tuc- 
son De8ert,when  we  reach  an  open  level  plain'from 
100  to  120  miles  across,  to  the  river  mentioned. — 
In  fact,  it  may  be  asserted  that  when  the  San  Pe- 
dro Mountains  are  passed,  we  shall  have  an  unin- 
terrupted plain  of  about  250  miles  to  the  Colo- 
rado. 

It  will  thus  appear,  that  the  entire  district  from 
the  Bio  Grande  to  the  Colorado,  which  may  be 


put  in  round  numbers  at  500  miles,  consists  of 
broad,  open  gravelly  plains,  from  15  to  26  miles  in 
width,  with  scarcely  an  undulation,  and  for  long 
"iistances,  requiring  but  slight  excavations  and 
embankments ;  nature  having  already  graded  them. 
The  mountains  may  be  passed  through  open  de- 
files of  easy  ascent  and  descent.  When  the  Qilh 
is  reached,  the  bottom,  or  the  table-land  may  be 
followed,  though  the  latter  will  doubtless  have 
the  preference,  as  it  presents  a  perfectly  hard  and 
level  surface.  In  a  few  instances,  ranges  of  moun- 
tains approach  the  bottom  land  of  the  Gila.  Open- 
ings may  doubtless  be  found  through  these,  or  they 
may  be  passed  by  cutting  away  near  the  river. 

The  Colorado  river  presents  no  difficulties  for 
bridging.  At  Fort  Yuma,  where  the  Gila  joins  it, 
it  is  about  fiOO  feet  wide,  but  above  and  below 
the  junction  it  expands  to  800  and  1200  feet.  In 
dry  seasons  there  is  between  4  and  5  feet  of  water 
at  Fort  Yuma. 

After  this  river  is  passed,  we  reach  the  great 
California  Desert  about  one  hundred  miles  across, 
which  increases  in  width  towards  the  north.  This  is 
destitute  of  wood,  water  and  grass,  and  presents  a 
bard  level  surface  with  slight  undulations,  and 
seems  almost  graded  by  nature  for  a  railway.— 
After  leaving  the  bottom,  or  valley  of  the  Colora 
do,  and  before  the  table-land,  or  desert  is  reached, 
'.ihere  is  a  belt  of  moving  sand.  Its  southern  ex- 
tremity is  now  about  12  miles  below  Fort  Yuma, 
where  I  passed  it  without  crossing  it.  Its  breadth 
I  could  not  ascertain,  never  having  seen  any  one 
who  had  crossed  it,  though  it  was  supposed  to  be 
from  3  to  5  miles  in  breadth.  Nor  could  I  learn 
how  far  it  extended  up  the  Colorado.  This  is  the 
only  belt  of  moving  sand  that  I  know  of  within  the 
district  referred  to,  west  of  the  Rio  Grande. 

On  passing  this  desert  we  reach  the  Sierra  Neva- 
da, where  a  pass  must  be  sought ;  but  I  have  no 
doubt  that  several  may  be  found,  which  will  be 
practicable.  The  object  should  be  to  seek  one 
that  will  take  us  to  the  streams  which  lead  to 
the  San  Joachin;  for,  when  this  is  reache  !,  we  shall 
be  in  one  of  tUb  most  luxuriant  valleys  in  the 
world,  with  an  uninterrupted  course  to  the  future 
metropolis  of  the  Pacific  world. 

All  the  great  plains,  plateaus  and  deserts  to 
which  I  have  alluded,  are  without  wood.  They 
are  also  nearly  destitute  of  water  and  grass.  Wa- 
ter is  found  at  long  inter^-als,  though  experience 
has  shown  me  that  it  may  be  found  at  a  short  dis- 
tance below  the  surface,  in  particular  spots,  even 
on  the  most  arid  deserts. 

Pine  timber  abounds  in  the  regions  of  the  Cop- 
per Mines,  in  latitude  32  deg.  35  min.,  together 
with  small  oaks  and  cedars.  Other  moimtain 
ranges  on  the  route  are  similarly  wooded,  and  tbftre 
are  some  valleys  thickly  covered  with  mezquitil — 
But  I  will  not  undertake  to  point  out  the  localities 
of  the  wood  and  water,  the  arable  and  the  grazing 
lands,  the  fertile  valleys  and  the  deserts,  I  have 
noted  all  these  in  my  diary,  and,  to  be  understood, 
should  be  accompanied  by  maps  and  drawings 

I  have  besides  a  large  number  of  sketches  and 
drawings,  taken  in  the  field,  exhibting  the  charac- 
teristic features  of  the  cotmtry  from  the  Rio  Grande 
to  the  Pacific,  the  various  mountain  passes,  the 
plains,  the  deserts,  the  wooded  regioos,  etc.,  etc., 
which  convey  a  better  idea  of  the  country  in  ques 
sion  than  any  written  description. 

My  notes  also  extend  across  the  northern  por- 
tion of  Texas,  near  the  parallel  of  32  deg.,  for  the 
distance  of  five  hundred  miles,  on  which  country 
I  possess  the  same  information  as  on  that  west  of 
the  Rio  Grande,  and  will  only  remark  that  it  is 
quite  practicable  for  the  purposes  of  a  railway. 

I  have  omitt«d  to  speak  of  th«  capacities  of  the 
Colorado  and  Gila  rivers,  to  which  you  call  my 
attention.  The  former,  although  it  has  from  4  to 
5  feet  of  water  near  the  junction  when  lowest,  is 
somewhat  obstructed  by  sand-bars  towards  its 
mouth  ;  but  I  have  no  doubt  that  steamers  with  a 
light  draught  of  water,  may  ascend  the  greater 
portion  of  the  year,  even  for  a  distance  an  hun- 
dred miles  above  Fort  Yuma.  The  Gila  can  never 
be  navigated  except  in  time  of  floods  or  high  wa- 


up  to  the  Salinas,*  180  miles  above  its  mouth. — 
Supplies  might  be  sent,  as  it  is  now  proposed  to 
supply  Fort  Yuma,  by  sailing  vessels  to  the  head 
of  the  Gulf  of  California,  and  thence  by  a  small 
steamer  up  the  Colorado. 

I  have  spoken  of  desert,  woodless  plains  on  the 
line  near  the  parallel  of  32  deg.  It  is  proper  to 
remark  that  any  route  south  of  the  parallel  of  34 
deg.  30  min.  must  cross  the  great  Llano  EsUicado, 
east  of  the  Rocky  Mountains  which  increases  much 
in  width  above  the  32d  parallel.  I  crossed  it  about 
31  deg.  30  mio.,  or  from  the  bead  waters  of  the 
Concho  to  the  Horse  Head  crossing  on  the  Pecos, 
a  distance  of  70  miles  without  water ;  but  a  degree 
farther  north  its  width  is  more  than  doubled.  Then 
the  region  between  the  Pecos  and  the  Rio  Grande 
is  eqoally  barren,  (as  far  as  known)  and  must  al- 
so be  crossed  by  any  route  south  of  the  34th  pa- 
rallel. 

So  with  the  great  California  desert  west  of  the 
Colorado ;  all  routes  south  of  the  36th  parallel 
must  cr^  this,  even  though  the  Mohavi  river  be 
followed,  unless  the  explorations  now  being  made 
should  discover  some  valley  or  stream  not  yet 
known. 

In  conclusion  I  should  state,  that  to  take  the 
route  couth  of  the  Gila,  we  must  pass  through 
Mexican  territory  ;  although  the  portion  necessary 
to  rea^h  thfc  Gila  is  much  less  than  it  is  geneially 
supposed  will  be  required.  No  line  claim^  by  any 
one  for  the  boundary  would  give  us  a  route  here, 
since  it  is  found  that  we  cannot  approach  the  Gila 
for  half  its  length,  Even  had  the  line  struck  the 
San  Pedro,  we  have  more  than  a  hundred  miles  of 
mountainous  region  to  traverse  to  roach  the  open 
plateau  near  the  Gila. 

My  opinion,  from  what  I  heard  from  the  Mexl-  .^ 
cans,  and  what  I  myself  saw  on  the  ground  is,  that 
the  pass  through  the  San  Pedro  mountains  lies 
north  of  32  deg.  22  min.  Should  this  supposition 
prove  correct,  we  require  but  a  small  strip  from 
Mexico,  and  this  strip  of  a  worthless  character  for 
agricultural  purposes,  to  give  us  a  route  south  of 
the  Gila. 

I  beg  leave  to  add  a  few  more  words  in  support 
of  what  I  have  said  of  this  route.     It  is  an  extract 
from  the  official  report  of  Lieutenant  Whipple,  who 
made  the  survey  of  the  Gila :    "  From  what   pre-  . 
cedes,"  says  Lieut.  W.  "it  may  be  inferred  that  it 
would  hardly  be  practicable  to  construct  a  road,  ; 
canal,  or  railway  to  run  wholly  upon   the   river 
Gila.     The  canon  of  the  Pinal  Lleno  mountains  is  V 
a  complete  barrier.     The  pass  below  the  junctiwi  ' 
of  the  San   Pedro  is  equally  impracticable.     Be- 
tween the  Pimo  settlements  and  the  junction  of 
the  Gila  with  the  Colorado,  nature  imirasea  no  se- 
rious obstacle  to  the  construction  of  a  way  of  com- 
mtmicatioD  such  as  the  travelling  public  may  de- 
mand.    But  from  the  Pimo  village  to  the  Rio  del 
Norte,  I  know  of  no  practicable   route,  even  for  a  ■ 
wagon  road,  except  by  entering  the  State  of  Sono- 
ra  to  avoid  the  Pinal  Lleno  Mountains." 

I  am  very  respectfully, 
.",.'.■■  your  obd't.  ser%' t. 

.  -  JOHN  R.  BARTLETT. 


l««p«Bd«d  Track  Scales  for  wcighiny  Cars 
and  Freight. 

At  the  Galena  and    Chicago  Union   Railroad 
Freight  Depot,   in  Chicago,   a  set  of  Fairbank's 
scales   is   being  placed  in   the   track  within  the 
building,  so  that  cars  and  their  contents  can  be 
weighed  together ;    and   the  beam  will  navigate 
from  five  lbs.  to  thirty  tons.     It  was  impossible  to 
procure  sufficient  depth  under  the  track  for  the  ' 
necessary  combination  of   levers  and    bearings,  , 
without  being  troubled  with  water  in  the  vaidt  j 
Mr.  B.  H.  Chatbourne,    the  enterprizing  agent  of 
the  manufacturers,  has  therefore  undertaken  to 
construct  the  scales  in  the  following  method .  The 
platform  upon  which  the  car  runs  is  suspended  by  : 
heavy  iron  rods  passing  up  to  the  second  floor   of  • 
the  building  where  the  requisite  space  is  easily  af-  : 
forded.     Another  rod  forms  the  required  connec- 
tion to  have  the  weighing  beam 


upon  the  lower 

^ ^ _^_  ..^   floor.     The  work  is  now  so  far  completed  that  the 

ter,  when  fiat  bottomed  boats  might  potaibly  passl"<^cc^s8  of  the  arrangement  is  beyond  questioo. 


&->'•• 
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American  Geographical  Si>ctety> 
IPacific  RaJlroad. 

At  a  recent  moeting  of  thu  American  Geogra- 
phical Society,  Messrs.  Poor,   Kussell,   Waddcll, 
Leavitt,  and  Smith,  were  appointed  a  committee 
to  take  measures  to  prepare  a  map  of  that  portion 
of  the  conntry  embracing  the  several  proposed 
routes  for  Railroads  to  the  Pacific.     We  ato  a'ole 
to  state  that  said  Committee  have  acted  promptly 
in  the  matter,  and  already  have  such  a  map  in 
preparation.     It  is  t<>  bo  drawn  to  a  scale  of  G  in- 
ches to  the  degree,  and  will  embrace  a  section  of 
the  Continent,  extending  from  O^ean  to  Ocean  and 
from   the  south   shore  of  Unison's   Bay,  to  the 
mouth  of  the  Rio  Grando.     It  will  be  about  25 
feet  long  and  13  wide.     It  is  intended  to  show,  as  i 
far  as  possible,  the  topography,  flora,  climate,  hy- 1 
drography,  minerals,  particularly  t!ie  coal  moa-  j 
sures,  varieties  of  soil,   etc.,  etc.,  of  the  country,! 
and  the  relations  that  the  several  lines  bear  to  the 
routes  ard  interest  of  the  commerce  of  the  Eastern 

States.  I 

At  the  same  meeting,  the  Society  adopted  a  re- ' 
port  instructing  a  committee  to  memorialize  Con-j 
gress  upon  the  •spediency  of  taking  some  steps 
towards  securing  a  uniform  system  of  Wciir/Us  tnnil 
Measures  throughout  the  Commercial  World. — j 
Another  Committee  was  also  appointed  to  devise  a 
more  perfect  system  for  taklcg  the  next  census  of  j 
this  State.  I 

Cincinnati  and  Ciklcago  Railroad. 

Important  Railroad   Cohneclious. — The   Cincin-| 
nati,  Hamilton  and  Dayton,  the  Eaton  and  Hamil- 
ton, the   Richmond   and  Miami,   the  Cincinnati, 
Logansport  and  Chicago,  and  the  Logansport  and 
Chicago   Railway   Companies,     have     associated 
themselves  in  a  permanent  connection  making  one^ 
lino  of  uniform  gauge  from  this  city  to  Chic;igo. —  i 
The  road  is  now  finished  to  New  Castle,  lUO  miles,, 
and  is  doing  an  excellent  business  both  in  passen-| 
gers   and   freight.     The  balance  of  the  line  from 
Newcastle  to  Logansport,  80  miles,  requires  an' 
expenditure  of  one  hundred  thousand  dollars  to 
prepare  it  for   the  iron. — The    portion   between: 
Logansport  and  Kokomo,  the  crossing  of  the  Peru! 
road,  22  miles,  is  entirely  finished  with   the  tiesj 
on  the  road  bed,  ready  for  the  iron,  which  is  now 
lying  at  Toledo,  awaiting  the  opening  of  tht  canal 
in  the  spring. 

The  line  from  Logansport  to  Chicago  is  in  effi- 
cient hands,  and  is  being  pressed  forward  with  an 
energy  which  will  soon  open  a  direct  route  to  Chi-i 
cago.  The  distance,  276  miles,  can  be  run  ordin- 
arily in  nine  hours,  but  from  the  low  grades,  free-! 
dom  from  curves,  and  long  levels,  one  of  winch  is! 
72  miles,  the  line  can  be  run  ordinarily  in  seven  j 
hours.  By  reference  to  the  map  of  Indiana,  it 
will  be  seen  that  New  Castle  lies  in  a  direct  line 
between  this  city  and  the  south-western  extremity 
ot  Lake  Michigan,  and  that  the  route  of  this  line 
of  road  is  as  direct  as  possible,  indeed  wc  under- 
stand, that  the  exact  length  of  the  road  between 
New  Castle  and  Chicago,  180  miles,  is  but  3  or  4 
miles  longer  than  an  air  line  from  New  Castle  to 
that  city.  The  lino  deviates  from  a  direct  one, 
owing  to  the  very  rough  (iharacter  of  the  country 
between  New  Cjwtle  and  Cincinnati,  and  pas.ses 
through  Richmond,  Eaton  and  Hamilton,  so  as  to 
follow  the  valleys  in  descending  from  the  table 
lands  to  the  valley  of  Ohio. 

Considering  the  vast  amount  ot  freight  that 
must  pass  over  this  line  of  road,  we  are  satisfied 
that  a  better  approach  to  our  city  could  scarcely 
b«  secured  than  is  aflorded  by  such  favorable 
descending  grades.  This  freedom  from  curves, 
and  entire  absence  of  any  short  ones,  the  unusual- 
ly low  grades,  and  the  fact  that  a  considerable 
portion  (27  miles)  of  the  disunce,  is  to  be  laid 
immediately  v^ith  a  double  track  will  cause  this 
Un«  to  be  the  shortest,  even  in  time,  between  this 


city  and  New  Castle ;  and  b«jtween  the  two  «x- 
tremcs,  Cincinnati  and  Chicago,  it  is  so  far  better 
and  shorther  than  any  other,  as  to  fear  no  compe- 
tition.—  Cin.  Railroad  Record. 


I  Jonrnal  of  Railroad  lin-wt 

RilLROAD    INJURIES    IN  CONNECTION  WITH  SURGICAL 
1  MALPRACTICE. 

The  Milwaukee  Sentinel  of  the  6th  instant  re- 
ports the  verdict  of  tlie  jury  in  the  case  of  Sillc- 
inaii  vs.  Darts  ti/ii'  Mjoiie  in  the  U.  S.  District 
Court.  The  plaintiff"  is  a  merchant  of  this  City 
and  the  defendants  are  proprietors  of  a  line  of 
stage  coaches  in  one  of  which  the  plaintifi'  was  in- 
jured ill  1850  by  being  upset  at  Vernon,  Wis.  A 
verdict  was  rendered  for  .plaintiff  in  the  sum  o( 
$6,100.  The  Sentinel  understands  that  an  unsuc- 
cessful attempt  was  made  at  the  trial  to  reduce 
the  amount  of  d;images  claimed  by  the  plaintiff, 
on  the  ground  that  his  injury  was  increased  by 
the  unskilful  treatment  which  he  received  from 
his  surgeon.  It  is  no  wonder  that  such  a  ground 
of  defense  proved  unavailing.  For  it  is  to  be  pre- 
sumed that  a  man  in  want  of  su  rgical  attention 
will  procure  the  best  in  his  power.  If  the  surgeon 
employed  proves  unskilful,  as  must  of  necessity 
sometimes  happen,  the  damage  which  he  inflicts 
is  a  direct  consequence  of  the  patient's  original 
disaster.  The  malpractice  of  the  surgeon  instead 
o(  lessening  enhances  the  patient's  legal  claim  for 
damages. 

Yet  true  it  is  that  in  estimating  the  actual  a- 
mount  of  damages  to  which  an  injured  party  is 
legally  entitled  to  claim  at  the  hands  of  a  jury, 
the  remote  and  ceiilingenl  consequences  of  the  ori- 
ginal injury  must  be  excluded  from  consideration. 

The  only  dam;vges  for  which  a  party  can  legally 
claim  compensation  from  a  wTong-doer  are  those 
which  flow  beyond  all  question  from  the  original 
injury.  As,  for  example,  in  the  case,  above  sup- 
posed, the  injured  party  would  not  have  needed 
a  surgeon  if  he  had  not  been  hurt ;  hence  the  un- 
skilful surgery  resulted  from  the  hurt. 

One  of  the  grounds  of  recovery  often  relied  on 
in  the  case  of  personal  injuries  is  the  loss  sustain- 
ed in  respect  to  the  business  of  the  party  aggrieved. 
And  in  this  case  a  strong  effort  is  sometimes  made 
to  introduce  as  evidence  for  the  claimant  the 
hypothetical  opinions  of  witnesses  as  to  the  detri- 
ment suffered.  Sympathy  and  friendship  some- 
times clothe  mere  shadowy  chances  in  a  garb  of 
reality.  But  these  fancies  will  not  form  a  legal 
foundation  for  a  verdict.  The  mere  opinions  of 
witnesses  lis  to  the  loss  sustained  by  an  aggrieved 
party  in  respect  to  his  business  arc  not  admissible 
e^ ideiico.  The  nature  of  the  plaintiff's  business 
should  be  shown,  its  extent,  and  the  importance 
of  his  personal  superintendence  in  conducting  it. 
From  these  premises  the  jury  are  to  infer  the 
probablx  loss  of  profits  sustained.  Under  such 
circumstances  the  damage  is  less  -  a  matter  of 
opinion  than  of  computation. 

But  although  in  estimating  damages  a  jury  must 
base  their  conclusions  upon  established  facts,  yet 
they  are  not  always  rigidly  chained  down  to  the 
consideration  of  what  actually  exists  and  operates. 
Whero  the  immediate  injury,  for  example,  is  the 
breaking  of  a  leg,  a  witness  may  be  examined  in 
an  action  for  damages,  as  to  tb«  then  and  probab- 
ly/i//M/f  condition  of  the  limb.  Otherwise  the 
aggrieved  party  could  not  obtain  compensation 
without  bringing    a  aeries  of  actions,  a  result 


which  is  wholly  at  war  with  the  genius  of  the 
Conuuon  law.  If  ;i  fracture  will  probably  cause 
life-long  lameness,  the  jury  should  know  this  and 
should  award  an  aggregate  of  damages  meet  for 
the  occasion. 

The  physical  consequences  of  bodily  injuries 
can  be  prognosticated  by  men  of  science  with 
reasonable  certainty.  Not  so  in  res|>ect  to  mat- 
ters de|)endent  on  human  will.  Nature  is  uniform 
but  man's  will  is  capricious  and  changeable. 
Hence  in  sstimating  damage  a  jury  would  not  be 
justified  in  relying  upon  the  probable  future  acts 
of  an  individual.  It  would  not  be  right  to  give 
a  party  enhanced  damages  in  view  of  the  prob- 
ability that  his  case  would  be  carried  into  a  higher" 
Court  and  now  Counsel  fees  and  expenses  there 
be  required. 

Tet  Courts  abstain  carefully  from  interfering 
with  verdicts  unless  they  are  so  large  or  so  small 
as  to  force  on  every  mind  familiar  with  the  case 
the  conviction  that  the  Jury  have  erred. 

See  for  authorities  sustaining  these  positions 
Lincoln  vs.  Sar.  and  S.  R.  R.  Co.  23  Wend.  425. 
Collins  vs.  A.  and  S".  R.  R.  Com.  12.  Barb.  492. 


Beliefontaine  and   Indiana  Railroad. 

Marion,  Ohio,  Jan.  12,  1864. 

Mr.  Editor :  An  election  was  held  yesterday  in 
this  place,  for  officers  for  the  present  year,  when 
the  following  gentlemen  were  elected :     . 

James  H.  Godman,  President.  f  » 

Levi  Houston,  of  Houston,  '- 

John  Mills,  of  Sidney, 

Orren  Patten,  of  Marion,  ' 

Wm.  A.   Otis,  Cleveland, 

T.  P.  Handy,         do. 

At  a  meeting  of  the  Board,  James  H.  Godman, 
was  re-elected  President;  N.  Townsend,  Secreta- 
ry; and  W.  W.  Conklin,  Treasurer.  The  other 
officers,  are  J.  Nottingham,  Superintendent,  and 
Charles  Sellers,  Superintendent  of  motive  power 
and  Master  Machinist ;  W.  Milnor  Roberts,  Chief 
Engineer ;  J.  P.  Harper,  Resident  Engineer. 

No  change  has  been  made  in  the  Board,  except 
that  T.  P.  Handy  was  elected  to  fill  the  vacancy 
occasioned  by  the  death  of  Wra.  L.  Kendrick, 
which  occurred  on  the  3d  inst. 

Mr.  Kendrick  had  been  associated  with  the 
road  from  its  commencement,  and  at  his  decease, 
was  the  Secretary  and  Treasurer.  ■  •  •  ■^ 

The  reports  of  the  Chief  Engineer  and  Superin- 
tendents, were  read,  and  will  be  published  aa  sqoq 
as  the  late  Treasurers  accounts  are  settled, 'j  .Vi'^. 

Mr.  Nottingham  reports  the  receipts  for  the 
month  of  December,  at  over  $26,000,  exclusive  of 
several  thousand  more  to  come  in  on  settlement 
with  the  other  roads  running  in  connection.  This 
for  a  road  118  miles  long,  only  opened  through  on 
the  12th  of  July  l.«t,  with  inadequate  supplies  of 
engines  and  cars  on  the  connecting  roads,  argues 
well  for  its  future  business.  The  Superintendent 
estimates  the  receipts  for  1864  at  $150,000.  The 
cost  of  the  road,  fully  equipped  for  such  a  busi- 
ness, including  everything,  will  not  exceed  2  J  mil- 
lions. 

Its  business  this  fall  h;i3  been  limited  only  by 
the  ability  of  the  Ohio  and  Pennsylvania,  and  Cleve- 
land and  Celumbus  roads  to  take  from  it  the  trade 
offered.  The  latter  company  are  actively  engaged 
in  grading  the  second  track  between  Cleveland  and 
Qalion,  79  miles ;  26  of  which,  between  Cleveland 
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and  Grafton,  are  to  be  opened  this  spring,  and  the 
residue  during  1854. 

The  Legislature  of  Illinois  is  just  about  conven- 
ing at  an  extra  session,  during  which  it  is  hoped 
thai  the  long  pending  question  respecting  the 
rights  of  the  direct  route  railroad  between  Terre 
Haute  and  St.  Louis,  will  be  favorably  terminated 
for  the  company.  The  travelling  public  are  large- 
ly interested  in  it,  as  every  thing  is  ready  to  push 
the  work  on  with  the  utmost  vigor  So  soon  as  the 
Legislative  sanction  is  obtained.  The  great  chains 
of  roads  :eading  from  Boston,  New  York,  Philadel- 
phia and  Baltimore,  will  all  be  beneficially  aflfected 
by  the  opening  of  this  valuable  link  across  Illin- 


completed  as  represented,  during  the  next  season 
its  entire  length  to  Cairo  and  the  mouth  of  the 
Ohio  at  its  junction  with  the  Mississippi  Riv- 
er. 

Two  magnificent  steamers  of  the  largest  class, 
to  be  ready  in  the  course  of  the  next  spring,  are 
now  in  process  of  construction,  to  run  between 
BuflTalo  and  Detroit  in  connection  with  the  road  of 
our  company. 

All  of  which  is  respectfully  submitted. 

GEORGE  B.  UPTON, 
'  Treaaurer. 


Yours  truly, 


Ohio. 


•     Censaa  off  Cbloaso. 

-  The  census  of  Chicago  recently  completed  is  as 
follows :  1st  ward,  6.588;  2d  ward,  7,557 ;  3d  ward, 
6,277;  4th  ward,  6,687;  6th  ward,  8,097;  6th 
ward,  6,677;  7th  ward,  6,366;  8th  ward,  6,776; 
9th  ward,  6,631.  Total  white  population  68,638. 
Colored  do.,  683.  On  vessels  in  port  1,531.  ToUl 
population  of  Chicago,  60,652 ;  an  increase  of  67 
p«r  cent,  over  the  population  at  the  end  of  the 
previous  year. 


Rock  lalaud  aud  Chicago  Kailroad. 

The  following  gentlemen  have  been  elected  oflS- 
cers  of  this  road — viz : 

Mr.  J.  B.  J«rvis,  President,  and  Mr.  A.  C.  Flagg, 
Treasurer.  The  Directors  are:  John  B.  Jervis, 
New  York ;  Azariah  C.  Flagg,  New  York  ;  William 
Walcott,  Utica ;  Rufus  H.  King,  Albany ;  George 
Bliss,  Springfield,  Mass.;  John  Stryker,  Rome;  N 

D.  Elwood,  Joliet;  Isaac  Cook,  Chicago:  N.  B 
Judd,  Chicago ;  T.  D.  Brewster,  Peru ;  Lemuel 
Andrews,  Rock  Island ;  James  Grant,  Davenport ; 

E.  Cook,  Davenport.     I.  Cook,  Assistant  Treasu- 
rer ;  N.  D.  Elwood,  Secretary. 


Michigan  Central  Railroad  ComjHinij  in    General 
Account,  Dec.  1,  1853. 
1853  Dr. 

Dec- 1.  To  Capital  Stock ..........  S4,856,700  00 

"   Bond  account,  viz : 

6 per  c't.  sterl-        ,;.       -. 
ing  bonds  not  ■  ■     ... 

converuble...  463,61 3..33       ■• 
'    ...      7perc't.bonds 
not    converti- 

.    ble 38,000.00 

8  per  c't.  'bonds 
not    converti- 

:     ble 1,113,450.00 

8  per  c't.  bonds 
convertible . .  2,362,600.00 


IV««r  Car  Seat. 

We  were  shown  recently  at  Bridges  &,  Brother  s, 
64  Courtland  Street,  an  invention  by  one  of  that 
firm,  intended   to  make  the  common  car  seat  ad- 
jnstible  for  night  and  day  riding.     By  pressing  a 
single  knob  in  the  seatrback,  the  latter  is  elevated 
or  depressed,  and  with  the  important  advantage 
of  obtaining  greater  inclination  when  raised  for  a 
night  seat.     The  position  of  the  back  is  c«DtroUed 
by  bent  rods,  working  through  eyes  in  the  forked 
ends    of    the     ordinary    rocker    which     carries 
the  back.     The  whole  cost  of  the  applieation  of 
this  imprevement  to  the  common  double  seat,  wL'\ 
not  exceed  two  dollars,  or  say  $60  for  a  car.   Sev- 
eral forms  of  adjustable  seat.<!  have  been  proposed 
and  among  those  in   use  are   some  wherein  the 
back  is  thrown  forward  when  elevated,  giving 
anything  but  the  position  desirable  for  repose. 
The    simplicity,    cheapness,  and   above  all,  th« 
comfort  and  manageability  of  Mc  Bridges'  improv- 
ed seat,  make  it  worthy  of  adoption  by  railroad 
companies,  and  the  approval  of  all  night  boand 
travellers. 


3,977,663  33 

Bills  payable  and  receiva- 
ble— balance  of  this'ac- 
count 93,937  88 

Income  account-balance 
of  this  account 416,011  00 


1863. 


MichiBan  Central  Railroad  Company. 

Office  of  the  M.  C.  R.  R.  Co.,  \ 
J.  "v  Boston,  Dec.  28,  1863.         ] 

At  a  meeting  of  the  Board  of  Directors,  held  this 
day,  it  was 

Voted,  "  That  a  dividend  of  eight  per  cent,  be 
declared,  payable  in  cash,  on  the  26th  of  January, 
to  holders  of  stock  at  the  close  of  business  this 
day ;  payment  to  be  made  to  stockholders  resid- 
ing in  Michigan  at  the  office  of  the  local  treasurer 
in  Detroit;  to  holders  of  stock  registered  in  the 
city  of  New  York,  at  the  office  of  the  "  Farmers' 
Loan  and  Trust  Company,"  and  to  all  others  at  the 
office  of  the  Treasurer  in  the  city  of  Boston." 

The  usual  financial  statement  is  herewith  sub- 
mitted; the  balance  of  the  income  account  being 

81415,011 
Eight  per  cent,  on  the  capital  is 388,636 


■-      ^-       ■    ,:^  -  S9,343,212  21 

Cr. 

Dec.  1.  By  Construction,  piirchase  of 

road $2,000,000  00 

"  Construction,  No.  2,  ex- 
penditures since  pur- 
chase    6,558,888  32 

*'   Cash  in  hand  of  Edwin 

Noyes.Supt 212,403  97 

«   Cash  in  hand  of  U.  Tracy 

Howe,  local  Treasurer,     119,284  69 

"   New  Albany  and  Salera  R. 

R.  Co 378,010  00 

"   Steamboats    now     build- 

iug 60,166  68 

Cash  on  hand 15,008  66 


$9,343,212  21 


RrrElPTS    OF    THE    ROAD. 

Income  Acctmnt. 


1853. 


Dr. 


June  30,  To  Receipts $  88,830  20 


July  31, 
Aug.  31, 
Sept.  30, 
Oct.  31, 
Nov.  30, 


« 


116,942  97 
122,968  87 
137,260  64 
177,662  58 
258,206  68 


WIlmtBffton  and  Manchester  Railroad—Im- 
portant Couiirctfon  formed. 

The  Wilmington  and  Manchester  Railroad, 
connecting  the  roads  of  South  Carolina  and 
Georgia  with  those  of  the  Northerm  States, 
and  obviating  the  sea  route  between  Wilming- 
ton and  Charleston,  has  been  completed,  with 
the  exception  of  the  Bridge  over  the  Peedee 
River,  and  is  open  for  travel.  There  is  no 
more  important  connecting  link  between  the 
railroad  systems  of  different  portions  of  the 
country  than  the  above,  and  none  that  will  con- 
tribute more  to  the  convenience  and  comfort  of 
the  travelling  public.  The  road  has  been  con- 
structed at  very  low  cost  and  has  sources  of  lucra- 
tive business  both  in  a  throuoh  and  local,  U-affic. 
Travellers  can  now  go  from  New  York  to  any  part  of 
South  Carolina  and  Georgia  upon  a  continuous 
line  of  railroad,  avoiding  all  the  delays,  annoyan- 
ces, and  dangers  of  the  outside  route. 

...    Itar|;e  Consantption  of  Coal. 

A  Correspondent  of  the  Philadelphia  Register, 
writing  fh)ra  Pittsburgh ,j  makes  the  following  esti- 
mate of  the  amount  of  coal  annually  used  in,  and 
exported  from  that  city : 
Amount  of  coal  consumed  in 
and  about  the  city  of  Pitts- 
burgh  22,J05,000  busheli 

Amount  of  coal  exported  from 

Pittsburgh  to  other  places.  14' 408,921       „ 


$901,870  94 


.  :<,iUX-<^t^'f^  '  ■  .r.i^>fVi,i->-v  •  /•  ■       $26,476 

and  leaving  the  sum  of  $26,475  undivided. 

The  Great  Western  road  is  announced  to  be 
opened  on  the  first  proximo,  which  will  then  make 
a  perfect  railroad  communication  with  Chicago 
and  the  west,  over  the  road  of  this  company,  and 
will  also  connect  with  various  lines  now  in  progress 
or  nearly  completed,  as  follows : 

By  the  New  Albany  and  Salem  railroad  from 
Michigan  City  to  Crawfordville,  a  distance  of  125 
miles,  and  which  will  be  opened  to  the  Ohio 
River,  283  miles,  on  the  1st  of  April. 

By  the  Aurora  railroad,  a  connected  line  of  rail- 
road from  Chicago  to  St.  Louis. 

By  the  Illinois  Centrad  railroad,  now  running 
soukbwest  80  miles  fVom  Chicago,  which  will  be 


Dec.  1,    To  balance  of  this  acount. . .  $416,011  00 

Q9NTBA. 

/•■•^•-:cr. 


Q9NTBA. 


1853.  ■-:>   ■<- 

June    1,  Bv  balance  of  accoimt  per  re- 

'port  this  day $  14,336  45 

June  30,  "  Operating  expenses 41,939  01 

July  31,  "        "  "         63,87516 

Aug.  31,  "        "  ««v      54,738  32 

Sept.  30,   "         "  "         49,689  91 

Oct.   31,  "        "  "         58,540  80 

Nov.  30,   "        "  "  104,163  67 

"  Interest  and  Miscellaneoos,  109,587  62 
"Balance..... 415,01100 


E.  £. 


GEO.  B. 


Boston,  Dec.  1, 1868. 


$901,870  94 
UPTON, 
Treasurer. 


.*«■' 


Total 36,708,921  bushels 

Ohio. 

Sciota  and    Hocking    Valley  Railroad. — Forty 

four  miles  of  this  road,  from  Portsmouth  to  Jack- 
son were  completed,  and  trains  run  through  on 
Oct.  1st,  1863.  Since  then  tlie  earnings  of  that 
portion  have  been  from  eight  to  ten  thousand 
dollars  per  month.  The  rolling  stock  is  small  as 
yet,  comprising  but  three  locomotives,  two  passen- 
ger and  forty  freight  and  platform  cars.  This  will 
be  soon  increased  to  meet  the  increasing  business 
of  the  road.  On  that  portion  of  the  road  already 
in  use  there  are  seven  blast  furnaces  and  one  forge 
in  operation,  and  four  new  furnaces  are  building. 
There  is  also  a  large  rolling  mill  at  Portsmouth  for 
which  these  furnaces  supply  the  pig  metal. 
The  balance  of  the  road  f^om  Jackson  to  New- 
ark, 91   Biles,  is  under  construction  by  the  con- 


::-:..;^-.-.,l^_ 
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trading  firm  of  Seymour,  Moore  &.  Co.  More  than 
oue  half  of  tbis  distauce  is  already  graded  anJihe 
rest  is  in  rapid  progress.  It  is  expected  that  the 
whole  will  be  opened  in  July,  1855. 


To  Lioeomotive  ICng^ine   Buil 
ders  and  IQng^ineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posit^'  the  City  of  New  Orleans,  and  within  COO  feet 
of  the  River,  with  which  it  is  connected  hy  fine 
wharves  and  landings. 


their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  bo  secunnl  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  oftfer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

•       ,    R.  B.  SUMNER, 

No.  61  Camp  Street, 
New  Orleans ; 


The  buildings  are  of  brick,  with  slated  roofs,  ^„j  further  information  may  be  had  by  applying 
and  were  erected  in  1848  at  a  very  heavy  expense  ;|t^  ^l^^^    Barstow  &  Pope,   Pine  Street,   New 
are  of  a  most  substantial  and  durable  character   - 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.     They 
now   contain   a  new   and   powerful   Engine    and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring     machines,     blacksmith's 

tools,  &c.,  &c.,   to  employ  100  mechanics,   and  ,    ^.     .,  ,u   n.      pt-  -i,    t    i- 

could  be  put  in  working  order  in  a  few  days.  The  -^  the  Company  m  the  C.ty  of  Evansvile,  Indiana 
Buildings  cover  a  lot  300  feet  square  and  are,u»til  6  o  clock,  P.  M.,  of  Wednciday.lbtk  day  of 
amply  large  to  receive  the  necessary  machinery  f'ebriuiry,  18o4,  for  the   Grubbing,  GraAing.   and 


Rail  Road  Letting^. 


for  the  use  of  800  to  1000  workmen. 


Bridging  of  that  part  of  the  1st  Division  of  the 


The   terminus  and  depot  of  the  New  Orleans,  EVANSVILLE,  INDIANAPOLIS,  AND  CLEVE- 


Opeloasas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  whicli 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  ^lailroad  Machinery,  and  as  the  Rvl- 
road  Companies  no>i'  organized  in  that  city  con- 


road, — a  large  part  of  which  is  already  under  con 
tract, — the  property  now  oftere<l  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery,— 
for  those  roads.      Responsible   contractors   with 


LAND  STRAIGHT-LINE  RAIL  ROAD, 
Extending  from  Evansville  to  the  Crossing  of  the 
Ohio  and  Mississippi  Rail  Road,  in  Daviess  Coun- 
ty, a  distance  of  fitly-four  miles. 

The  work  will  be  divided  into  sections  of  about 
one  mile  citch,  and  proposals  will  be  received  for 
one  or  more  sections,  or  for  the  whole  line. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 


template  the  construction  of  over  1000  miles  of  1st   of  February,  and   all   necessary   information 
'  '  given  on  application  to  W.  C.  Moore,  Chief  Engi- 
neer. 

:'  0.  H.  SMITH,  Presideot, 

W.  CARPENTER,  Vice  Prfst. 
Evansville,  Jan.  2, 1864. 


fol- 


NEW  YORK  &  ERLE  RAILROAD. 

New  York,  December  SI,  1853. 

THE  NEW  YORK  &  ERIE  RAILROAD  COMPANY,  have  for  sale  on  favorable  terms,  the 
lowimr  Schedule  of  Rolling  Stock  of  the  Gauge  of 

FOUR  FEET,  TEN  INCHES,  ...    .- 

all  of  which  can  be  delivered  immediately. 

It  can  be  seen  at  Paterson,   and  is  the  entire  stock  of  the  Union  Railroad,  the  P&terson  &. 
Ramapo  Railroad,  and  the  Paterson  &.  Hudson  River  Railroad. 

Reasonable  credit  will  be  given  on  the  above,  on  satisfactory  security. 

CHA'8  MINOT,  gup't. 
-   *  •  '         ;^        SCHEDULE. 


BNOINES. 


MAKKR. 


pa 

Q  M 

z        <=> 


WHEEL. 


•ONDJTION. 


R.  L.  Colt. . .  New  Jersey  Locomotive  Co 16  20 

Union Rogers,  Ketchum,  &  Grosvenor.  15  20 

New  York...             do.                     do.              14^  18 

Ramapo do.                      do.              14><^  18 

Passaic do.    ■"-■.-         do.             14>^  22 

Paterson do.                      do.              12  22 

Whistler Made  in  Baltimore  ...  * 11  18 

McNeil Made  in  Liverpool 9>^  16 


5 
6 
6 
6 

5i 
5 
5 
4 


feet 


CARS.  DESCRIPTION. 

2 Passenger,    8  wheels . 


Good. 
Good. 
Good. 
Wants  painting  &,  small  repairs 

do.  do.  do. 

do.  do.  do. 

Wants  much  repairs. 
In  bad  order. 

CONDITIO.V. 


2.... 

do. 

8 

do. 

2.... 

do. 

8 

do. 

4.... 

do. 

8 

do. 

2.... 

do. 

8 

do. 

2.... 

do. 

8 

do. 

1.... 

do. 

8 

do. 

1.... 

....  Baggage, 

8 

do. 

6.... 

do. 

8 

do. 

1.... 

do. 

6 

do. 

8.... 

....  Box  freight,8 

do. 

18.... 

do. 

4 

do. 

16.... 

....Platform, 

8 

do. 

9.... 

do. 

4 

do. 

1.... 

do. 

6 

do. 

2.... 

....        do. 

8 

do. 

BY    WHOM    MADE. 

. .  Cummings  &  James,  Jersey  City .  Good. 

. .  Wm.  Cummings,  Jersey  City Good,  but  wants  painting. 

. .  Tracy  &  Pales.  Hartford Very  good. 

, . .  Springfield  Car  &  Ecgine  Co Good,  but  three  want  painting. 

, . ,  A.  T.  Pearce,  Norwich Good. 

...  Eaton  &  Gilbert,  Troy Want  repairs. 

. . .  New  York  &  Erie  R.  R.  Co Good,  new. 

do.  do.  Good.  '     .     , 

, . .  Unknown Want  small  repairs. 

do do.  W 

..New  York  &  Erie  R.  R.  Co.  .  ....Good. 

. . .  Unknown Want  small  repairs. 

New  York  &.  Erie  R.  R.  Co Good.  .'   / 

, . .  Unknown Want  considerable  repairs. 

do ; do.  do.  do. 

do ' do.  do.  do. 


Notice  to  Contractors. 

WARSAW  &  ROCKFORD  RAILROAD. 

THE  preliminary  Surveys  are  now  complete  for 
the  First  Division,  (about  lliO  miles)  from 
Warsaw,  throuohNauvoo, Oquawka,  Keithsburgh, 
Rock  Island  ami  to  Port  Byron,  including  both 
Rapids  of  the  Mississippi,  and  the  location  pro- 
gressing. The  character  of  the  country  is  such, 
and  the  surveys  so  near  to  any  location  that  will 
be  made,  that  Contractors  can  satisfy  themselves 
of  the  value  pf  the  work  as  well  now  as  hereafter. 
Proposals  are  asked  at  the  Office  of  the  Company 
in  Warsaw,  Hancock  County,  Illinois,  for  the  con- 
struction of  the  whole  or  part  of  the  road,  either 
by  quantities  or  by  the  mile.  Contract  will  not  be 
made  before  the  1st  of  January,  1854,  and  only  so 
soon  thereafter  as  advantageous  offers  can  be 
made.  The  Company  are  willing  to  make 
general  contract,  tor  cash  or  for  cash  and  securi- 
ties. 

The  route  of  the  road  is  generally  in  the  valley 
and  second  bottoms  of  the  Mississippi,  and  the 
work  can  be  completed  very  rapidly.  The  road 
is  important  as  one  of  the  improvements  of  the 
navigation  of  the  Rapids,  and  also  from  its  several 
(two  at  least)  connections  with  other  railroads. 

WM.  H.  ROOSEVELT,        -^ 
Presideot.  ■-'. 
W.  R.  KINGSLEY, 

T.  S.  0'ScLi.iVAN,  Engineer.    ,,, . 

Consulting  Engineer. 

Warsaw,  Nov,  17,  1863.  i-v    v;  / '♦*:  t;*r  ■*    "- 


Notice  to  Contractors. 


mmm 


i 


Chief  Engineer's  Office, 
Norfolk,  Va.,  Jan.  8,  1864. 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  Office,  from  the  1st  until 
the  20th  day  of  March  next,  at  sundown,  for  the 
"  clearing"  and  "  Graduation"  on  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  its 
terminus  at  Petersburg — covering  a  distance  of 
about  eighteen  miles ;  also,  for  the  "  Culvert"  and 
"  Bridge"  Musonry  of  tJio  last  section  of  said 
work. 

At  the  same  time,  scaled  proposals  arc  invited 
for  the  "  Abutment"  Masonry  of  "  Bridges"  over 
the  Eastern  aad  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sections  of  about 
three  miles,  and  bids  may  be  made  for  one  or  more 
of  said  sections. 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  the  Ist 
of  March. 

Specifications  with  forms  of  contract  and  pro- 
posal may  be  had  of  the  undersigned  after 
date. 

Payments  will  be  made  in  current  funds  during 
the  progress  of  the  work,  in  proportion  o{four-fiflki 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  under- 
signed, evidence  of  their  responsibility  will  be  ne- 
cessary ;  and  of  those  to  whom  work  shall  be  al- 
lotted, ^ill  be  required  bond  and  approved  securi- 
ty in  an  amount  not  exceeding  one-twenlittk  of  the 
amount  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  the  same. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  sal^fae- 
tory. 

The  line  is  ea.sy  of  access,  the  country  tbroogh 
which  it  passes  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  work 
at  all  seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  most 
responsible  contractors. 

W.  MAHONE, 
Chief  Engintir. 

Japuaryl».*'i'^'  •        '  ^  ' 


;■../  i.iu. 
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COLBDRN. 


PRINCIPAL.    CONTKHT8. 


t^  The  Mechanical  Engineering  department  of  ,<i>tJo°».  onerous  in  the  highest  degree  to  the  stock- 
this  paper  will  be  under  the  charge  of  Mr.  Zerah  i  holders  and  the  public. 

What  are  the  rc.nl  grounds  upon  which  the 
above  road  is  to  be  seized,  or  he.ivv  burdens  im- 
posed uiK)n  the  right  to  operate  it  ]  Precisely  the 
same  that  lead  Pennsylvania  to  impose  an  annual 
tax  of  $10,000  upon  the  Erie  Company  for  the 
privilege  of  entering  that  State  with  their  road. 
The  taxable  property  of  Pennsylvania  is  to-d.ay, 
$25,000,000  greater  for  the  Erie  road,  which  is 
compelled  to  p.iy  a  severe  penalty  for  benefitting 
those  that  inipo.se  it.  The  Franklin  Canal  Com- 
pany s  road  h.os  also  added  very  largely,  though 
in  a  less  degree  to  the  taxable  property  of  the 
State.  Not  a  soul  has  been  aggrieved  by  its  con- 
struction. Not  an  interest  but  what  has  been 
benefitted,  the  borough  of  Erie  particuharly.  The 
Company  believed  they  had  legal  authority  for 
their  acts.  If  they  erred,  it  was  under  misappre- 
hension. In  no  other  State  would  such  a  misap- 
prehension have  been  taken  advantage  of  So  anx- 
ious are  our  people  for  railroads  that  they  are 
eager  to  make  valid  any  mistakes  of  companies 
committed  without  any  improper  intent,  and 
whereby  no  one  is  injured ;  and  in  many  cases 
The  Erie  Riots.  would  gladly  allow  companies  to  build  railroads 

The  Hon.  Mr.  Darsie,  representing  the  city  of  without  any  charter  at  all.  • -■  > 

Pittsburgh  in  the  Senate  of  Pennsylvania,  has  re-i  Pennsylvania,  by  interposing  herself  between 
ported  a  bill,  which  has  passed  that  body  una-  the  two  extremes  of  the  country  claims  the  right 
nimously,  repealing  the  charter  of  the  Franklin,  to  l«vy  toll  upon  all  passing  through  her  territory. 
Canal  Company.  j  This  right  she  has  already  exercised  in  the  case 

Pennsylvania  has  made  herself  the  prominent  of  the  Erie  road,  and  claims  to  extend  it  so  far  as 
party  in  the  Erie  affair.  The  Erie  rioters  attacked  to  destroy  a  railroad  running  through  her  soil, 
and  destroyed  only  portions  of  a  road,  the  State  |  Having  stated  the  grounds  of  the  controversy, 
aims  a  blow  at  a  whole  line.  !  it  may  be  well    to   inquire  "who    are    the    real 

It  is  difficult  yet  to  say  whether  the  State  intend  parties  to  it.     Those  who    are    most    to  be  in- 
to destroy  the  road,  or  to  seize  it,  and  its  franch-  jured  are  th«  people  of  the  Western  States,  and 
ises,  as  so  much  spoil  to  turn  into  its  own  coflers .jthe  owners  of  railroad  property. 
We  have  no  doubt  a  majority  of  the  State  are  in      New  York  and  the  New  Eogland  States,  being 
favor  of  breaking  up  the  road  as  a  measure  of  manufacturing    and    coramercial     communities. 
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Saiturdtty,  January  H8,  18B4« 


cutting  of  New  York  and  the  New  England  States 
from  the  West  altogether ;  or  at  best,  of  ^compel- 
ling all  communication  between  the  above  sections 
of  the  country  to  be  subordinate  to  the  supposed 
interests  of  the  State,  and  ot  Philadelphia. 

Whatever  may  be  the  result,  there  can  be  no 
doubt  that  the  right  to  build  or  operate  a  railroad 
through  Northwestern  Pennsylvania  over  the  line 
of  the  Lake  Shore  road,  will  be  coupled  with  con- 


constitute  the  great  markets  for  the  agricultural 
portions  of  the  countrj*.  For  those  reasons,  they 
are  better  markets  for  the  West  than  either  Penn- 
sylvania oi  Maryland.  But  in  seeking  to  send  his 
products  to  the  former,  the  Western  farmer  and 
mercbaut  is  told  that  he  cannot  pass  through 
Pennsylvania  without  being  subject  to  a  heavy 
local  taxation.  Upon  reaching  Erie  he  is  com- 
pelled to  pay  a  certain  sum  upon  every  barrel  of 


flour  and  bushel  ot  corn,  upon  all  kiuds  of  stock 
in  fact  upon  every thiug  moved,  as  a  /"r/?/ tax  to 
ihat  place.  This  tax  lias  two  objects  ; — to  wring 
something  out  of  the  forwarder  for  the  benefit  of 
a  particular  locality,  and  as  a  means  of  forcing 
him  to  trade  to  Philadelphia,  ag.ainst  his  inter- 
ests and  his  inclination.  This  tax  is  in  violation 
of  his  rights  as  a  citizen,  in  violation  of  the  spirit 
of  the  Constitution,  and  may  be  so  excessive  a.s 
to  cut  him  off  from  his  markets  altogether.  Ae- 
cording  to  Gov.  Biglers  doctrine,  every  little  town 
may  insist  upon  a  break  of  gauge  for  the  plunder 
it  can  gather  out  of  it.  The  whole  SUte  in  this 
way  may  be  converted  into  a  community  of 
jrrecieri,  living  upon  the  misfortunes  of  their  fel- 
lows. A  caravan  traversing  the  barbarous  tribes 
of  Asia  or  Africa  is  not  more  exposed  to  insults, 
to  vexatious  delays,  to  personal  inconvenience,  or 
to  the  djinger  of  having  their  property  destroyed 
than  will  be  a  person  passing  through  Northern 
Eastern  Pennsylvania, 'when  the  policy  advocated 
by  Gov.  Bigler  shall  be  practically  applied. 

Will  the  Western  people  submit  to  the  degrad- 
ing conditions  imposed  for  the  nght  to  pass  through 
Pennsylvania  on  the  way  to  market  ?  Can  they  be 
forced  to  take  Philadelphia  in  their  route  in  going 
from  East  toWest "?  Will  they  not,  at  every  cost,  seek 
to  do  defeat  the  object  for  which  they  are  taxed  '. 
Such  is  human  nature.  The  whole  State  of  Penn- 
sylvania, if  she  sustains  the  doctrines  of  Governor 
Bigler,  will  literally  stink  in  the  nostrils  of  tho 
Western  people.  We  think  we  know  enough  of 
West  States  to  s.ay  that  for  every  dollar  spunged 
out  of  them,  the  State  of  Pennsylvania  will  lose 
ten,  by  the  withdrawal  of  a  hitherto  profitable 
hiterconrse. 

As  it  is,  the  Western  people  must  have  sufiered 
severe  losses  by  the  interruptions  sudered  thus 
far  at  Erie.  The  forwarding  of  Western  produce 
to  market  has  been  anihilated.  The  earnings 
of  Western  as  well  as  Eastern  roads,  have  been 
largely  reduced.  The  former  have  particularly 
suffered  in  consequence  of  the  detention,  East  of 
Erie,  of  a  Large  number  of  locomotives  ordered 
by  them  and  almost  indispensible  to  their  daily- 
wants. 

The  next  class  of  suflferers  are  the  owners  of 
railroad  property.  The  general  .application  of 
Governor  Bigler's  doctrine  would  destroy  its  valu« 


50 


AMERICAN     RAILROAD    JOURNAL. 


throu^'hout  th«]/;ounlry.  At  th  very  aunouuco- 
inont  of  buch '  extraordinary  doctrines,  it  is 
nntnral  that  capitalists  should  tako  alarm.  It  is 
•Well  known  that  in  tliis  city  the  holders  of  Penn- 
sy.vania  securities  of  all  kinds  arc  running  them 
offquietly,  but  as  rapidly  as  possible.  Correspon- 
dents of  foreign  houses  are  taking  the  same  views 
that  we  have  expressed,  and  are  advising  their 
principles  not  to  touch  a  security  issued  on  account 
of  a  Pennsylvania  Road.  This  distrust  is  the  na- 
tural result  of  what  has  taken  place,  and  will  soon 
become  general  throughout  the  nionied  circles 
both  of  this  country  and  Europe. 

In  this  view  of  the  case,  we  are  astonished  at 
the  move  made  by  Mr.  Darsie.  Of  the  i)'under 
to  Ik.'  gained  by  taxing  Wcslern  comuH-rce,  Pitts- 
bur^jh  eould  only  expect  to  reap  a  KUiall  share. 
But  sliu  Alts  -A  great  inteiest  at  stake  in  the  nume- 
rous and  important  lines  of  raiiroad  which  slie  is 
proposing  to  construct,  and  in  the  sncce.-s  of  which 
sh(j  is  deeply  involved.  E.'ccept  fi<r  the  money 
they  can  get  within  their  own  State,  these  projects 
arc  as  dead  as  a  lu  rring.  As  far  as  the  general 
markets  are  concenJed,  the  Pittsbmgli  companies 
might  aa  well  corao  before  the  public  wirh  pro- 
jects for  railroad  to  the  moon.  Mt.  Darsie  un- 
doubtedly thinks  lie  has  put  a  feather  in  his  cap. 
If  he  has,  it  is  one  purchaseil  at  tiie  expense  of 
the  Pennsylvania  railroads.  If  he  has  any  doubt 
as  to  the  correctness  of  our  opinions,  we  a  Ivise 
him  to  make  a  trial  of  the  market.  If  in  the  end, 
he  does  not  come  to  th'.'  concIu.>ion,  that  Pennsyl- 
vania is  to  be  the  great  sufFei-er  by  the  Erie  riots, 
we  will  co:ifess  that  our  own  opinions  are  entitled 
to  but  V(.ry  little  consideration. 

JMceUaulcal  and  PiianiiciMl  DUail-vautage  of 
Gratles  upon   Railroada. 

BV    ZKKAU    C0LBL"R.\. 

llesi.-^tanco  is  inseparable  liom  locomotiou. — 
Without  resistance,  locomotive  {lOwer  would  noijbe 
required  on  Roads  nor  Railroads  Improvements 
in  the  means  of  communication  consist  in  the  re- 
duction of  resistance.  If  the  resistance  be  dimi 
nishcd,  less  power  is  required,  and  the  carriage  is 
performed  with  less  cost.  The  result  is  economy 
of  transportation. 

It  is  by  its  reduction  of  resistance  that  the  level 
Railway  is  superior  to  the  level  Highway,  the  rel- 
ative power  of  operation  being  as  about  eight  to 
one.  Theic  ia  one  kind  of  rebistance,  however, 
often  incurred,  and  which  is  always  the  same  in 
amount  whether  developed  upon  a  railroad  or 
highway.  That  is  the  resi-stance  of  gravity  upon 
inclinations.  A  rise  of  eighty  feet  in  one  mile  al- 
icays,  upon  any  description  of  road,  requires  an 
amount  of  power  for  its  asceniion,  equal  to  one 
sixty-sixth  part  of  the  weight  of  the  load  elevated. 
So  also  of  other  grades  ;  each  involves  its  corres- 
ponding and  immutable  relation  being  weight  rais- 
ed and  opposing  gravity. 

The  most  important  considwralion  of  grades  is 
theii  relative  resistance,  compared  with  the  whole 
resistance  of  the  load  moved.  Suppose  the  resis- 
tance of  a  load  moved  on  a  level  railroad  to  be 
1-240  of  the  weight ;  a  rise  oi  22  feet  per  mile 
would  involve  an  etjual  resistance,  so  that  the  pow- 
er required  would  be  doubled  on  a  grade  or  22  feet 
per  mile,  thretled  at  44  feet,  quadrupled  at  66 
feet,  quintupled  at  88  feet,  sextupled  at  110  feet, 
septupled  at  132  feet  and  octupled  at  154  feet ;  so 
that  the  number  of  engines  of  equal  power,  r& 


quired  to  do  the  same  work  on  the  lespeclive  level 
.ind  grades  would  be  1,2,  3,  4,  6,  6,  7  and  8. 

On  a  Highway  the  resistance  on  a  level  would 
be,  say  8-210  or  l-30th  of  the  load,  and  the  power 
required,  would  be  doniled  only  upon  a  grade  of  170 
per  mile,  or  1  in  30.  The  relative  resistances  of 
levels,  and  grades  of  22  feet  per  mile,  would  there- 
fore be  as  1  to  2  on  railroads,  and  8  to  9  on  com- 
mon roads. 

It  is  owing  to  the  greater  relative  resistance  of 
grades  on  railroads,  tliat  only  low  grades  are  ad- 
missible wher«  economy  is  sought  in  their  opera- 
tion. 

The  relative  resistance  of  grades  is  influenced 
by  the  speed  of  the  trains  run.  The  resistances 
of  friction,  concussion  and  of  the  atmosphere  are 
not  the  same  at  diflerent  speeds.  The  sum  of  these 
resistances  are  found  to  increase  in  a  higher  ratio 
than  the  speed  ;  some  engineers  allowing  that  they 
increa.se  as  the  squares  of  the  speed.  If  we  .issume 
that  the  resistance  of  gravity  in  any  period  cf  time, 
is  directly  as  the  velocity  and  other  resistances  a.x 
the  Square  of  the  velocity,  it  is  evident  that  the  re- 
lative rtsislance  of  gravity  on  any  given  inclination, 
is  much  less  at  the  speeds  of  accommodation  and 
express  passenger  trains  than  at  that  of  ordinary 
freight  trains.  Hence  theimportance  of  the  consi- 
deration of  grades  with  reference  to  freight  trans- 
por-tation.  y ,.  ..,  i .  ;.   ,  y 

The  mechanical  disa«Ivantage  of  grades  is  pro- 
portiouitl  to  their  elevation.  Their  financial  dis- 
advantag  is  influenced  by  their  disposition,  in  re- 
lation to  the  road  and  to  the  direction  of  move- 
ment of  the  heavy  business.  It  depends  also  upon 
the  capacity  of  the  motive  power,  or  otherwise 
upon  the  weight  of  the  trains.  In  respect  to  the 
disposition  of  grades,  the  greatest  economy  of 
operation  is  had  by  grt)uping  them  into  the  shortest 
limit  practicable  for  the  working  of  locomotives. 
Lines  with  steep  ascents,surmounting  a  single  sum- 
mit, and  otherwise  nearly  level,  are  more  che.-iply 
worked  than  lines  having  much  lower  grades  but 
of  a  generally  undulating  character. 

The  disposition  of  grades  has  been  the  subject 
of  much  discussion  among  Engineers,  although 
Stephenson,  and  others  of  nearly  equal  celebrity, 
long  since  adopted  the  principle  of  grouping  the 
gradients,  in  prefcreuce  to  distributing  them  over 
the  line  of  road.  Had  not  practice  exhibited  the 
economy  of  the  application  of  this  principle,  its 
defence  might  be  a  matter  requiring  much  more 
than  a  brief  assertion.  As  it  is,  I  conceive  that 
the  practical  operation  of  roads,  having  both 
grouped  and  distributed  grades,a0brds  the  best  ge- 
neral illustration  of  the  case.  It  may  be  si)ecially 
illustrated  by  a  supposition  as  follows : 

A  railroad  of  100  miles  length  overcomes  a  rise 
and  fall  of  1050  feet.  By  an  uniform  grade  the 
inclination  will  be  10^^  feet  per  mile ;  or,  85  miles 
may  be  preserved  level  and  the  remainder  may  in- 
cline 70  feet  per  mile.  If  the  resistance  of  freight 
trains  be  81bs.  per  ton  on  a  level,  it  will  be  12^ 
lbs.  on  a  grade  of  10)2  feet  per  mile.  An  engine 
capable  of  drawing  a  train  of  600  tons  on  a  level 
could  draw  but  320  tons  on  the  uniform  grade. — 
Were  there  to  be  1,000  tons  of  cars  and  freight 
moved  each  way,  daily,  four  engines  would  do  it  in 
one  case  and  six  in  the  other.  Each  engine  would 
cost  $30  daily  for  running  besides  its  proportion  of 
deprecation  of  track.  If  four  engines,  however 
were  allowed  to  run  86  miles  each  with  full  trains. 


and  one  heavy  engine  would  suffice  to  work  as 
assistant  engine  each  way  on  grades,  $30  would 
be  saved  daily.  But  agrade  engine  would  be  much 
cheaper  to  maintain  than  the  others,  costing  less 
for  repairs  and  attendance,  while  in  the  situations 
where  grades  are  most  likely  to  be  encountered, 
fuel  is  generally  much  cheaper  than  at  the  busi- 
ness termini  of  a  ro;ui. 

The  saving  however  does  not  stop  here.  The 
trains  being  reduced  in  number,  the  wages  of  two 
conductors,  and  of  two  brakemen  who  must  al- 
ways ride,  one  on  the  last  car,  are  saved.  The 
repairs  of  track  being  very  much  proportional  to 
the  mileage  of  engines,  are  reduced,  as  only  460 
miles  are  run  daily  in  one  case  against  600  in  the 
other.  Another  consideration  of  great  importance 
is  that  of  reducing  the  number  of  trains  and  con- 
sequently their  frequency  of  arrival  and  departure. 
Where  it  is  necessary,  on  account  of  a  grade,  to 
run  two  trains  on  one  division  to  make  up  a  single 
train  on  an  adjoining  division,  the  interval  of  time 
between  the  trains  cannot  be  great,  .and  accidents 
are  more  likeiy  to  occur.  The  "ten  minutes  rule", 
the  observance  of  which  is  at  the  foundation  of 
safety,  is  likely  te  bo  disregarded  where  two 
trains  Ai^  dispatched  within  10  minutes  of  each 
other,  and  are  expected  to  unite  at  the  other  end 
of  the  division. 

The  Delaware  Division  of  the  Eric  Railroad  is 
104  miles  long,  and  has  a  total  rise  and  fall  of 
1,389  feet,  equal  to  13  feet  per  mile  of  uniform 
grade.  829  feet  of  this  rise  and  fall  occur  in  16)^ 
miles,  giving  an  average  of  6  4-10  feet  grade  per 
mile  for  the  remainder  of  the  distance.  Allowing 
the  resistance  on  a  level  to  be  10  lbs.  per  ton,  that 
on  the  5  4-10  feet  grade  is  12  3-10  lbs.,  while  that 
on  the  13  feet  uniform  grade  would  be  16i  lbs. 
Compared  with  600  tons  on  a  level,  the  same 
power  would  draw  407  tons  on  the  6  4-10  feet 
grade  and  322  tons  on  the  13  feet  grade. 

Two  engines  of  powerful  model,  but  of  plain 
and  cheap  construction,  are  employed  on  the 
steep  grades  (60  feet  per  mile)  between  Deposit 
and  Susquehanna.  These  engines  ran  an  average 
of  41  miles  each,  per  day,  for  313  days,  during 
the  year  ending  Sept.  30th,  1863.  The  cost  of  re- 
pairs of  these  engines,  during  the  same  time, 
averaged  $880  each,  while  the  average  of  the  29 
other  engines  employed  on  the  Delaware  Division 
was  S2,446.  ;--"r.>  ••^r  >:;-v>'A--\f:.,'V:f^->'-'J, .  ■■ 

The  comparisons  I  have  made,  however,  assumo 
that  any  other  route  giving  a  system  of  uniform 
grades  shall  have  the  same  total  amount  of  rise 
and  fall.  Such  a  case,  however,  could  not  always 
occur  in  practics.  In  tampering  with  routes  to 
secure  a  lower  ruling  grade,  the  total  rise  and  fall 
is  almost  always  increased.  In  the  case  of  the 
Erie  road  ;  extending  the  Delaware  Division  22% 
miles  to  Binghampton,  there  are  about  1,435  feet 
of  rise  and  fall  in  126%  miles,  or  1 1  3-lU  feet  per 
mile.  Any  other  route  between  Binghampton  and 
Deposit,  which,  at  the  time  of  the  location  of  the 
road,  was  deemed  available,  would  have  been  4^ 
miles  longer,  and  would  have  involved  1,148  feet 
more  rise  and  fall ;  or,  the  whole  line,  from  Bing- 
hampton through  Ninevah,  Deposit,  and  down  the 
Delaware  valley  to  Delaware,  would  have  been 
131  miles  long,  and  would  have  had  2,688  feet  of 
total  rise  and  fall ;  equal  to  nearly  20  feet  per 
mile,  in  place  of  11  8-10  feet. 

The  financial  disadvantage    of  gradee  is  io- 
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fluenced  by  their  disposition,  for  the  reason  that 
the  latter  governs  the  disposUim^  of  the  motive 
power.  Concentration  of  power  is  jnoro  economi- 
cal than  distributiov,.  If  one  arrangement  of 
grades  will  allow  of  a  given  work  being  done  by 
2  engines,  in  place  of  4,  working  over  a  different 
arrangement,  a  saving  is  made  of  nearly  50  per  ct. 
of  the  cost  of  power.  The  cost  of  locomotive 
power  is  made  up  principally  of  two  elements:  the 
number  of  engines  and  their  mileage.  The  items 
of  expenditure  are  mostly  for  fuel,  attendance  and 
repairs,  together  with  interest  on  motive  power. 

To  illustrate  this  principle  more  plainly  we  will 
compare  the  standard  freight  engines  of  the 
Baltimore  and  Ohio  and  of  the  Erie  Ro^ds.  The 
former  are  rf  the  following  dimensions :  20  by  22 
inch  cylinders ;  43  inch  drivers :  whole  weight 
67,400  lbs. ;  all  on  drivers.  The  Erie  engines  have 
18  by  20  inch  cylinders ;  5  feet  drivers  ;  whole 
weight  63,000  lbs.;  of  which  about  42,000  lbs.  arc 
on  drivers.  At  any  assumed  pressure  of  steam, 
the  Baltimore  engines  exert  90  per  ct.  more  power 
than  the  Erie  engines :  and  taking  the  diminished 
friction  of  the  outside  connection,  and  the  mecha- 
nical advantage  of  a  narrow  over  a  wide  gauge, 
they  may  be  assumed  to  exert  twice  the  power  of 
the  Erie  engines.  Their  practical  operation  shows 
that  they  fully  attain  to  this  standard. 

Now  the  first  cost  of  the  two  engines  is  $10,000 
each.  The  repairs  of  all  of  the  Baltimore  engines 
(on  "main  stem")  averaged  for  1853,  $1,254 ;  and 
for  all  of  the  engines  of  the  Eric  road,  $1,924; 
showing  that  tha  repairs  were  certainly  no  viari 
with  the  more  powerful  engines  used  on  the  Bal- 
timore road.  Th«  attendance  was  the  same  for 
both  engines.  The  cost  of  fuel  c;innot  be  exactly 
compared,  but  there  are  reasons  why  it  should 
not  be  in  the  same  proportion  as  the  difference  in 
tractiv«  power.  It  would  not,  probably,  under 
the  same  circumstances  as  on  the  Erie  road  re- 
quire over  $1,500  worth  more  of  fuel  for  the  Bal- 
timore than  for  the  Erie  engine ; — allowing  thd 
cost  for  the  latter  to  be  $3,500  yearly. 

Suppose  the  Erie  engine  to  be  loaded  for  a  level, 
a  load,  we  will  suppose,  equal  to  two-thirds  of  the 
ultimate  power.  Attaching  another  engine  of 
twice  the  powe"  of  the  Erie  engine,  the  expendi- 
ture of  the  ultimate  power  of  both  would  cany 
the  train  over  60  feet  grades.  If  the  proportion 
of  length  of  grades  to  whole  length  of  line  was  as 
one  to  six,  the  corresponding  uniform  grade  would 
be  10  feet  per  mile,  requiring  3  engines  to  do  the 
same  work  as  2  engines  on  a  level.  The  result  of 
this  case  is  the  same  as  the  one  previously  assum- 
ed ;  4  engines  and  a  "pusher"  by  one  system 
would  do  the  work  of  6  engines  by  the  other. 

But  the  economy  of  heavy  engines  is  most  ap- 
parent where  they  are  employed  on  grades  of 
between  20  and  30  feet  per  mile,  to  do  the  bad- 
ness, which,  upon  a  level  would  work  to  their  full 
capacity  other  engines  of  but  half  the  power. 
Here,  the  number  of  trains  required  is  diminished 
one  half. 

The  direction  in  which  grades  present  them- 
elves  to  the  heavy  business  of  a  road  is  impor- 
tant in  its  influence  upon  their  financial  disad 
vantage ;  but  in  the  case  of  roads  which  overcome 
"summits",  to  reach  which  grades  of  nearly  equal 
pitch  must  be  adopted  on  each  side,  the  direction 
of  the  preponderating  freight  is  immaterial. 
\^  The  problem  of  the  equation  of  grades  depends 


then  not  only  upon  the  disposition  of  grades  and 
their  direction  with  reference  to  the  heavy  busi- 
ness, but  also  to  the  capacity  of  motive  power 
employed.         ■■/<     :>  ''  !       vl.,     ■■-.  '■-    . 

As  a  practical  illustration  of  the  c(inatlon  of 
grades,  the  line  and  business  of  the  Eric  road  may 
be  taken. 

The  following  is  a  table  of  the  maximum  grades 
of  the  Eri«  road,  in  both  directions,  l)et\vecn  the 
station.s  named. 


Stations. 


3. 
IT 


EASTERN    DIVISION. 

Piermout  to  Blauvelt- 

ville 3.4C 

Blauveltville     to    Suf- 

ferns 13.41 

Sufferns  to  Chester. . . .  23.22 
Chester  to  Otisvillc.  ..20.36 
Otisville  to  Delaware. .  12.69 

dkf.awahf.  division. 
Delaware  to  l>i'pv>sit. ..88.47 
Deposit  to  Gulf  Sum- 
mit    7.28 

Gulf  Summit  to  Sus- 
quehanna   8.24 

SUSftLEHAN.N'A    DIVISiO.N. 

Susquehanna  to  Corn- 
ing  98.60 

Coming  to  Horuells- 
Tille 40.79 

MESTER.N    DIVISIO.V. 

IIornellsvilletoAlmond 

Summit 12^4 

Almond  to  Andover. . .  4^4 
Andover    to    Phillips- 

Tille 16>^ 

Phillipsville  to   Belvi- 

dere 3>^ 

Belvidere  to  C  uba  Sum- 
mit   

Cuba  to  Olean 17 

Clean  to  Great  Valley.  16 
Great  Valley  to  Dayton 

Summit 25>^ 

Dayton  Summit  to  Dun- 
kirk  23 
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The  total  rise  and  fall  in  445  miles  is  8,056  feet. 
Equating  this  to  a  level,  by  the  use  of  Latrobe 
and  Knight's  rule  (8,056-j-52 . 8)  gives  151  miles 
additional  length  of  line,  or  445-f-151^596  miles 
total  length. 

It  must  be  recollected,  however,  that  the  practi- 
cal application  of  Latrobe  and  Knight's  rule  is  the 
nearest  correct  where  the  ascent  is  equal  in  amoun  t 
and  in  rate,  and  the  business  equal  in  extent,  and 
to  thev  power,  in  both  directions.  It  is  framed, 
also,  only  for  trains  whose  friction  and  concussion 
resistance  on  a  level  is  11  2-10  lbs.  per  ton ;  about 
the  resistance  of  freight  trains  at  slow  speed.  It 
is  based  on  an  assumption  that  nothing  is  gained 
by  descending  a  grade ;  and  which  is  true  in  all 
except  in  the  consumption  of  fuel.  One  mile  of 
road,  rising  528  feet,  is  by  this  rule  equal  to  two 
miles  of  level ;  .and  by  analysis,  if  it  cost  $100  to 
move  a  given  weight  on  the  mile  level,  it  will  cost 
S300  one  way  and  $100  the  other  on  the  grade  of 
52"8  feet ;  the  gravity  on  which  is  twice  the  resis- 
tance on  a  level.  The  average  is  of  course  $200, 
or  twice  the  cost,  or  equivalent  in  cost,  twice  the 
length  of  the  level.  It  ia  equivalent  to  twice  the 
coet  if  three  engines  and  three  trains  are  run  one 


way  and  one  the  other  way  to  take  the  load,  but 
it  is  not  twice  the  length  in  point  of  time. 

The  practical  operation  of  the  Erie  road  shows 
it  to  be  longer,  in  point  of  cost  of  transportation, 
than  the  whole  distance  which  an  c<iuation  by  the 
preceding  rule  would  assign  it.  The  recent  report 
of  the  Directors  of  the  Erie  company  says  that 
"  the  same  engine  will  haul,  with  the  same  case, 
sixteen  cars  on  the  Western  Division,  forty  on  the 
Susquehanna  Division,  twenty-five  over  the  Dela- 
ware Division,  (with  the  exception  of  a  short  dis- 
t.incc  where  an  assisting  engine  is  used,)  and  four- 
teen over  the  Eastern  Division."' 

The  ruling  grade  of  the  Susquehanna  Division 
is  10  ft-et,  equal  to  at  least  one-third  of  the  resist- 
ance on  a  level,  so  that  the  fame  power  that  now 
draws  forty  cars  wouM  draw  40X4-3=53  cars  on  a 
level.  The  Susquehanna  Division  is  therefore 
equal  to  140(53-40=185  miles  of  level :  the  Del- 
aware 104x53-25=220}^  miles;  the  Eastern  74x 
53-14=280  miles,  and  tlic  Western  127x52-16-^- 
42O4  miles,  or  in  all  1,106  miles,  or  661  miles  more 
than  the  real  distance. 

Allowing  that  the  trains  now  drawn  over  the 
Susquehanna  Division  arc  as  heavy  as  could  be 
taken  over  a  level  road,  then  the  relative  expensft 
of  transportation  would  make  the  Eastern  Division 
211  miles  long,  the  Delaware  lG6i  miles,  and  the 
Western  317 J  miles;  835  miles  in  all,  or  390  miles 
more  than  the  actual  distance. 

The  practical  working  of  freight  trains  upon  the 
Erie  road  shows  it  to  be  ni  least  874  per  cent, 
longer  by  equated  than  by  actual  distance. 

It  has  Deen  already  shown  why  the  passenger 
transportation  is  not  affected  in  the  same  propor- 
tion. The  Erie  road  is,  liowever,  :k  freight  ro&d 
the  preponderence  of  freight  over  passenger  earn- 
ings, for  1853  ,  being  about  50  per  cent.  The 
freight  business  fulfils  all  the  conditioas  requiretl 
for  the  practical  equation  of  the  length  of  the 
road,  inasmuch  as  the  freight  is  about  equal  to 
the  capacity  of  the  engines  on  the  Delaware  and 
Susquehanna  Divisions,  while  it  is  such  that  on 
the  Eastern  Division  the  trains  are  divided  and 
taken  over  by  two  or  three  engines  instead  of  one. 
As  the  ruling  grades  of  the  Eastern  Division  meet 
the  heavy  business  eitkcr  iray  there  is  nothing  in 
that  to  eflect  the  results  of  an  equation. 

The  next  consderation  affecting  the  financial 
disadvantage  of  grades  is  the  capacity  of  motive 
poicer.  Having  shown  that  the  items  in  the  cost  of 
motive  power  are  nearly  proportional  to  the  num- 
ber yind  mileage  of  engirus;  (and  it  may  be  said 
also  that  train  expenses  are  nearly  proportional  to 
the  number  of  trains  run)  it  appears  that  trains 
could  be  taken  much  cheaper  over  an  undulating 
portion  of  road,  by  an  engine  specially  adapted 
thereto,  than  by  dividing  the  train  and  using 
two  or  three  enginca  which  are  intended  only  for 
levels.  A  freight  engine  suitable  for  moving  600 
tons  on  a  level  cannot  run  regularly,  80  miles  per 
day,  for  much  if  any  less  than  $33,  daily;  wood 
being  $4  per  cord,  prepared  for  the  engine.  Two 
engines  would  cost  $66,  while  an  engine  of  twice 
the  steam  power  could  c>e  run  for  $15,  equal  to  a 
gain  of  $21  per  day.  Adding  gain  in  train  ex- 
penses, say  $4,  $25  daily  is  saved.  A  heavy 
engine,  if  the  weight  is  properly  distributed,  will 
not  wear  the  track  any  more  than  a  much  lighter 
one,  while  there  are  means  of  materially  increas- 
ing the  power  of  an  engine  where  power  alone  if 
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wanU'd,  without  proportional  iucrtase  of  weight. — 
Upon  tLe&o  considerations  it  may  be  assnined  that 
the  use  of  one  heavy  in  place  of  two  lighter  en- 
gines will  save  very  considerably  in  track  repairs, 
so  that  the  whole  saving  by  the  use  of  a  single  en- 
gine cannot  be  estimated  at  less  than  S30  daily. — 
There  is  always,  in  addition,  the  far  greater  safety 
of  a  single  train,  compared  with  two  separate 
trains,  one  immediately  behind  the  other. 

The  results,  presented  in  the  working  of  the 
Erie  Railroad,  agree  so  exactly  with  the  deduc- 
tions from  the  principles  laid  down,  that  the  case 
of  that  road  must  be  used  as  an  illustration.  The 
great  length  and  busiiicss  of  that  line,  its  variety 
both  of  extent  and  character,  of  gralos,  and  thoir 
influence  on  the  freight  transportation,  are  all  so 
conclusive  i  i  the  consideration  of  grades  that  any 
discussion  is  incomplete  until  their  j.raotical  re- 
suits  are  known. 

The  power  of  the  freight  engines  used  on  the 
Eastern  Division  of  the  Erieroa!,  encountering  60 
feet  grades,  does  not  average  but  a  very  little 
greater  than  that  of  the  engines  on  the  Delaware 
Division,  the  latter  having  16  foet  grades.  Conse- 
quently two  or  three  trains  have  to  be  despatched 
over  the  Eastern  to  make  up  one  train  at  Dela- 
ware, for  the  Delaware  Division.  The  Eastern  has 
20  freight  engines  for  74  miles,  the  Delaware  20 
freight  engines  for  104  miles.  The  number  of  miles 
run  by  freight  engines  on  the  Eastern  Division; 
for  thr  year  ending  Sept.  30,  1853,  was  015,742^ 
equal  to  15  trips  over  the  road  every  day  f^r  313 
days.  The  miles  run  by  freight  engines  on  the 
Delaware  Division  were  291 ,955  ;  ecpial  to  9  trips 
over  the  road  every  day  for  313  days,  *  There  are 
six  trips  run  over  the  Eastern  Division,  everyday, 
more  than  over  the  Delaware  Division  the  latter 
receiving  and  giving  the  business  of  the  Eastern. 
Allowing  S30  extra  is  expended  on  each  of  ihese 
six  trips,  over  the  expetiso  incurred  where  these 
trips  are  saved  by  using  more  powerful  en- 
gines, the  daily  loss  is  ^180  or  $56,340  yearly.— 
The  want  of  engines,  adapted  to  do  the  same  work 
upon  the  Eastern,  Delaware  and  Western  Divisions 
of  the  Erie  road,  as  other  engines  now  in  use  can 
perform  on  th«  Susquehanna  Division,  costs  that 
Company,  there  is  no  doubt,  $100,000  per  annum. 

What  this  adaptation  should  be  can  be  inferred 
from  the  comparison  which  has  been  given  of  the 
Erie  with  the  Baltiniore  and  Ohio  engines.  The 
Erie  has  every  advantage  for  increasing  the  pow- 
er of  its  engines  within  the  increased  room  oflfered 
by  its  gauge,  and  it  is  a  matter  of  some  surprise 
that  in  an  equipment  so  extensive  as  is  now  under 
construction,  a  better  adaptation  has  not  been  ae- 
cured. 


Prixes  to  EM^Iueinen* 

The  Little  Miami  and  Columbus  and  Xenia 
Railroad  Company  offered  a  series  of  prizes  for 
competition  among  the  engineers  on  that  road,  in 
January  last.  Yesterday  the  prizes  were  awarded, 
and  the  following  is  a  list  of  the  successful  com 
petitors,  together  with  objects  of  the  company's 
prizes : 

1.  To  Mr.  Albert  Watts,  for  having  run  the  great- 
est number  of  miles  without  accident,  a  silver 
pitcher. 

2.  To  Jeremiah  Cloman,  the  second  prize  for  same, 
a  silver  goblet. 

3.  To  Reuben  Watts,  for  having  run  his  engines  at 
the  least  cost  for  repairs,  a  silver  pitcher. 

4.  To  Charles  Bronneli,  the  second  prize  for  saue,] 
Ik  silver  goblet.  | 


5.  To  Richard  Bromley,  for  care,  skill,  and  good 
conduct,  a  silver  pitcher. 

6.  To  Charles  C.  Bemy,  the  second  prize  for  same, 
a  silver  goblet. 

7.  To  Edwin  Thurston,  the  third  prize  for  same,  a 
silver  goblet. — Cincinnati  Times. 

State  Finauoest  ,    - 

PENNSYLVANIA.  ';,'■• 

(Jov.  Bigler's  message,  read  before  the  two 
Houses  at  Harrisburg,  January  4th,  gives  the  fol- 
io.ving  statements  ; 

The  receipts  at  the  treasury  for  the  year  1853, 
exclusive  of  loans,  and  including  the  actual  bal- 
ance in  the  treasury  on  the  first  day  of  December, 
1852,  (being  $671,037  72,)  amounted  to  the  sum 
of  $5,952,474  47. 

The  payments  for  the  same  period,  exclusive  of 
loans  and  other  extraordinary  expenditures,  make 
a  total  sum  of  $4,134,048  47,  Oeing  $1,818,326  10 
less  than  the  receipts.  Of  this  excess,  $505,057  55 
was  paid  to  the  Commissioners  of  the  sinking 
fund,  and  $589,000  towards  the  payment  of  old 
debts  and  the  construction  of  new  work  on  the 
North  Branch  canal  and  Portage  railroad,  which, 
together  with  the  balance  in  the  treasurj-  applica- 
ble to  the  redemption  of  outstanding  loans,  reduces 
the  actual  balance  on  the  first  day  of  December 
last,  to  the  sum  of  about  six  hundred  and  twenty- 
five  thousand  dollars,  to  be  used  in  the  payiment 
of  the  February  interest. 

Estimated  receipts  for  1854,  including  balance 
on  hand,  $5,846,417  84. 

The  expenditures  for  the  same  period,  including 
$250,000  for  the  payment  of  old  debts  on  the  pub- 
lic works,  and  $300,000  for  the  sinking  fund, 
should  not,  and  if  pioper  care  be  taken,  will  not 
exceed  the  sum  of  $4,600,000,  leaving  a  balance  in 
the  treasury  on  the  first  of  December,  1864,  of  $1,- 
340,417  34.  Deducting  from  this  $626,000,  the 
amount  that  should  remain  in  the  treasury  to  meet 
the  interest  due  February  1, 1855,  and  we  have  a 
surplus  revenue  of  ovjr  $700,000. 

Total  funded  debt  Jan.  4th,  1864. .  $40,272,235  01 
Increase  of  same  over  Dec  1st,  1861.       117,777  53 

It  should  be  observed  that,  by  the  cancellation 
of  six  per  cent,  bonds,  we  have  a  saving  of  $20,000 
annually  to  the  treasury,  which  is  equivalent  to  a 
virtual  payment  of  400,000  dollars  of  the  5  per 
cent,  bonds.  The  amount  thus  saved  will  be  a 
permanent  resource,  without  making  any  exaction 
from  the  people,  and  constitute  a  substantial  addi- 
tion to  the  sinking  fund.  It  will  be  a  virtual  re- 
duction of  the  public  debt  to  the  amount  of  $282,- 
222  47. 

The  floating  liabilities  of  the  Com- 
monwealth, and  current  demands 
upon  the  treasury  at  this  time,  arc : 

Railroad     and      canal 

debts $327.734  00 

Temporary  loans 690,000  00 

Unpaid  appropriations.    306,696  00 


1,223,429  00 
Diminution  of  floatmg  liabilities  since 

Dec.  1861.. $177,661  16 

During  the  years  1862  and  1853,  the  following 
appropriations  and  payments  have  been  made,  to- 
wards the  construction  of  new  improvements  : 
For  re-laying  the  north  track  of  the 

Columbia  railroad $365,600  00 

For  the  construction  of  a  new  road 

to  avoid  the  inclined  pl.anes  on  the 

Alleghany  mountains .  666,034  90 

For  the  completion  of  the   Western 

reservoir 62,880  41 

For  the  North  Branch  canal 1,000,000  00 

For  the  new  locks  on  the   Delaware 

Division.... 80,000  00 


.].■;; 


Total..].  ....  ......:.  ....  ...$2,148,915  31 

OHIO. 

Gov.  Medill's   message  of  January  2d,  has  the 
following  statements. 


It  appears  from  the  Auditor's  Report,  that  the 
receipts  into  the  State  Treasury  for  tho  fiscal 
year  ending  November  15,  1853,  have  been' as  fol- 
lows— 

General  revenue  for  State  purpo.ses,   '  '"         ' 

collected  upon   the  duplicate   of 

1862 $1,687,798  39 

Canal  tolk  and  water  rents 606,]  65  62 

Dividends  on  turnpike,   canal,  and 

railroad  stocks 73,835  90 

Sales  of  canal  lands 9,402  21 

Sale  of  lands  by  Board  of  Public 

Works 7,897  44 

Surplus  revenue,  principal  and  inter- 
est       134,187  19 

Tolls  on  National  Road 85,364  40 

Tolls  on  Maumee  Road 10,462  96 

Re-payment  of  railroad  loans 145,810  00 

Sales     of    school     and     ministerial 

lauds 149,390  73 

Rents   on  Virginia  military   school 

lands 3,106  09 

For  use  of  Commercial  Hospital 464  00 

Miscellaneous 3,266  67 


Total........ :;:. .... .... ..  .$2,866,139  61 

Balance  in  Treasury,  Nov.  16, 1852.      698,041  77 


Total  amount  applicable  to  disburse- 
ment of  1863 $3,469,181  38 

The  disbursments,  during  the  same  period,  have 

been — 

For  expenses  of  the  State  Govern- 
ment    $633,996  86 

Repairs  upon  public  works 449,871  26 

Interest  on  foreign  pub- 
lic debt $896,467  62 

Domestic  debt 19,019  21 

School  and  trust  ftmds 
— being   irreducible  ', 

debt  and  rents  on  ';'.''• 
V  irgini  a  military  .  ■  '  '  '•' 
school  lands 109,770  98—1,026,247  71 


Redemption  of  Domes- 

ticdebt 104,679  00       .' 

Redemption  of  foreign 

debt 219,791  47 — -324,470  47 

Investments  by  fund  Commissioner 
in  United  States  stock 1 23,408  63 

Common  school  Amd  paid  to  coun- 
ties      200,002  00 

Repairs  on  National  Road 36,620  46 

Ohio  canal  tolls,  paid  Sandy  and  Bea- 
ver canal 2,602  64 


Total     disbursements     during     the 
year $2,696,118  83 

Balance  in  the   Treasury,  Nov.  16, 

1853 763,062  66 

The  various  amounts  assessed  on  the  duplicate 

of  1853,  were  as  follows : 

For  State  purposes  5  1-10  mills $3,022,686  72 

County,  township,  poor,  bridges  and  ' 

building 2,001,263  49 

Roads 269,788  89 

School,  and  school  houses,  special. .      982,811  80 

Other  special  taxes 118,083  16 

Cities,  towns  and  boroughs 934,149  07 

Railroad  Taxes 226,378  92 

Delinquencies  of  the  preceding  year,  ,-[ 

with  forfeiture  and  penalty ......      246,104  46  ;•  : 

Total $7,801,166  64 

The  entire  debt  of  the  State,  outstanding  Nor. 
16th,  1863,  was  as  follows : 

Foreign.   '■    '  '"  '''^ 

Five  per  cent,  stock  payable  Jan. 

1st,  1867 $160,000  00 

Five  per  cent,  stock  payable  Jan.  .i 

1st,  1866 1,026,000  00 

Total  of  five  per  cent,  stock. . .  $1,176,000  00 
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Six  per  cent,  stock   payable  Jan. 

1st.  1867 3,292,132  24 

Six  per  cent,  stock  payable  Jan. 

l8t,  1861 6  666,336  53 

Six  per  cent,  stock  payable  Jan. 

Ist,  1871 2,183,531  93 

Six  per  cent,  stock  payable  Jan. 

Ist,  1876 1,600,000  00 


Total  six  per  cent,  stock 813,742,000  70 


,    :  ■  Total S14,917,000  70 

Doiiustic.  -"< 
Ohio  Canal  stock,  Faith  and  Credit 

Bonds,  loan  of  1842 839  00 

Miami  Extension  Loan   Bonds,  loan 

of  1842 926  00 

Canal,  School  and  ministerial  Bonds, 

loanofl846 100  02 

National  Road  stock 578  68 


Total,  over  due $2,443  70 

Miami  Extension  Canal  Stock,  Faith        .  '. : 
and  Credit  Bords  payable   afier 
1863 !|224,500  00 

Miami  Extervsion  Land  Bonds,  paya- 
ble after  1863 •     74,186  00 


298,686  00 


Total.... S301,128  70 

Amount  of  irreducible  debt,  aris- 
ing from  school  and  trust  funds, 
held  by  the  State  upon  which 
six  per  cent  interest  is  payable, 

annually  forever $1,988,323,29-2 

Recapitulation. 

Foreign  debt $14,917,000  70 

Domestic  debt 301,128  70 

Irreducible  debt 1 ,988,323  292 


■  "   Total $17,206,452  692 

The  following  statement  exhibits  the  value  of 
the  entire  property  of  the  State,  at  the  several  pe- 
riods indicated,  and  affords  gratifying  evidence  of 
the  rapid  growth  of  our  people  in  all  the  elements 
of  prosperity  and  wealth  :     /.  '  " 


Year. 


estate. 


1841-$100,851,837 
1847-  321,396,008 
1864-   565,000,000 


Total  value  on 
Grand  Dupli- 
cate. 
$128,353,667 
403,647,473 
800.000,000 


Value  of  real    Valve  of  per- 
sonal prop'ty. 

$  27,501,820 

79,151,765 

235,000,000 

INDIANA 

The  Treasurer's  statement  is  as  follows  :  « 

A  general  statement  of  the  receipts  and  expen- 
ditures during  the  fiscal  year  from  November  1st 
1862,  to  October  31st,  1863. 
Total  receipts  into  the  Treasury 

from  all  sources  during  the  year  $1,620,943  74 
Add  balance  on  hind,  Nov.  1,  1862        402,719  48 


Grand  ToUl ....'.:: I $2,023,663  22 

Total  amount  of  warrants  paid  at 
Treasury  during  the  fiscal  year,  $1,509,305  32 


Balance  on  hand  November  1, 1853     $514,357  90 
Of  the  receipts  $660,473  99  were  on  account  of 
the  Wabash  and  Erie  Canal,  while  $628,118  41 
of  the  payments  were  on  the  same  account. 

With  the  means  in  the  Treasury  belonging  to 
other  funds,  the  interest  upon  the  State  Debt  due 
last  July  w«s  promptly  paid ;  the  interest  falling 
due  on  the  first  of  January  next,  amounting  to 
$163,000,  will  be  paid  without  a  resort  to  loans 
for  that  purpose.  ■■-,.•• 

'■•^-  KENTUCKY. 

Governor  Powell's  Message,  of  Dec.  31,  1863 
has  the  following  statements : 
Receipts  into  the  Treasury  from  11th       ;  j 


October,  1852,  to  the  10th  day  of 

October,  1853 $652,454  23 

Add  balance  in  Treasury  10th  Octo- 
ber, 1852 59,190  80 


Making $711,645  03 

Amount  of  expenses  from  11th  Octo- 
ber, 1852, to  10th  October,  1863..     524,012  80 


Leaving  in  the 
Department,  on 


Treasury,  Revenue 
lOih  October,  1853, 


187,632  23 


Of  this  belongs  to — Re-  ..            .; 

venue  Fund, (of  which  ".   ■          •    :  •   ..- 

the  sum  of  $60,000  has  T;  >      •                \ 

been  transfercd  to  the  •     '    • 

Sinking  Fund,) $96,505  11       '      .  ; 

School  Fund 77,757  67 

Sinking  Fund 13.369  45                    -; 

Making.... $187,632  23     .'.^^//    • 

The  sinking  fund,  Oct.  10th,  1852,      : 

was  $118,275  05  /■.,-. 

On  the  31st  of  December,  1851,  the 
public  debt  of  the  State  of  Ken- 
tucky amounted  to $5,726,307  82 

Since  that  time,  bonds  have  been  is- 
sued to  the  Southern  Bank  of  Ky. 
on  account  of  stock 450,000  00 


Making . . . .  . . . .  .... $6,1 76,307  82 

Bonds  retJeemed 29,021  00 


Total  debt,  Dec.  31st,  1853 $6,147,283  82 

To  pay  the  public  debt  the  State  has  the  follow- 
ing resources,  if  they  could  be  applied  to  that 
purjyose  :  $939,000  of  stock  in  the  Bank  of  Ken- 
lucky  ;  $290,000  of  stock  in  the  Northern  Bank  of 
Kentucky  $40,600  of  stock  in  the  Bank  of  Louis- 
ville ;  and  $600,000  of  stock  in  the  Southern  B.ink 
of  Kentucky  ;  to  which  may  be  added  $150,000  of 
stock  in  the  Le.Kington  and  Frankfort  Railroad, 
and  $79,519  50  bonds  on  the  Louisville  and  Frank- 
fort Railroad  Company — making  in  all  the  sum  of 
$2,094,110  50.  The  State  has,  in  addition,  $2,694,- 
239  98  stock  in  turnpike  roads — supposed  to 
be  worth  about  twenty-five  or.  thirty  cents  to  the 
dollar— besides  her  in^  estments  Iq  riyers,  &c., 

^  .  »\  MARYLAND.  '■-'■]' 

Governor  Lowe's  Message  has  the  following  state- 
ments : 

The  fiscal  year  has  been  made  to  end  upon  the 
30th  of  September  instead  of  the  30ih  of  Novem- 
ber, as  formerly.  Statements  are  therefore  given 
for  the  years  ending  at  each  of  these  periods. 

The  whole  amount  in  the  treasury,  during  the 
new  fiscal  year  ending  the  30th  of  September  last, 
(exclusive  of  $243,519  27,  received  for  and  credit- 
ed to  the  several  funds,)  $1,170,505  47  ;  of  which 
81,000,053  19  were  the  actual  receipts  of  the  year. 
The  expenditures  for  the  same  period  were  ^25,- 
147  67 ;  and  the  balance  in  the  treasury,  at  the 
close  of  the  fiscal  year,  was  $345,357  80,  subject 
to  charges  (inclusive  of  current  interest  on  the 
public  debt)amounting  to  $342,660  98,  and  pay- 
able on  and  after  the  first  day  of  October. 

The  wholu  amount  in  the  treasury,  during  the 
year  estimated  to  the  30th  of  November,  (exclu- 
sive of  $299,005  56  received  for  and  credited  to 
the  several  funds)  was  $1,387,972  19.  of  which 
$1,217,519  91  werd  the  actual  receipts  to  that 
date,  showing  a  decrease  of  $62,  433  36  as  com- 
pared with  the  receipts  of  the  year  1852. 

The  expenditures  amounted  to  $1,193,  509  69 ; 
and  the  balance  in  the  treasury  on  the  30th  of  No- 
vember was  $194,402  60.  During  the  same  pe- 
riod $65,030  68  were  disbursed  in  aid  of  the  Sink- 
ing Fund,  and  $112,990  37  t^  the  redemption  of 
State  Stock.  If  we  add  the  two  amounts  last 
stated  to  the  bahince  remaining  in  the  treasury  on 
the  30th  of  November,  ($194,402  60)  it  will  show 
an  actual  surplus  revenue  for  the  year  of  $362,429 
65,  after  paying  $673,371  73  for'  interest  on  the 
public  idebt,  and  $352,170  81  for  all  other  pur- 
poses. 

Th«  gross  amount  of  the  new  taxable  basis  is 


$261,243,660  ;  which  would  ap})ear  to  exhibit  an 
increase  of  $68,462,081  over  the  assessment  of 
1852.  The  actual  increase,  however,  (making  al- 
lowance for  that  part  npon  which  the  tax  is  pay- 
able directiv  into  the  treasury,)  amounts  to  $49,- 
667,826.    ^' 

At  the  close  of  the  fiscal  year,  1862,  the  sinking 
fund  amounted  to  $2,728,076  01  ;  and  on  the  30th 
of  November  last,  to  $2,922,760  87 ;  showing  an 
increase  for  the  year  of  $194,674  86.  It  is  now  a 
little  over  three  millions  of  dollars. 

The  report  of  the  comptroller,  Henry  E.  Bate- 
man,  shows  the  State  debt  of  Maryland  to  be  as 
follows : 

Contracted  on   account  of  Bait. 

and  Ohio  Railroad $3,610,043  44 

Contracted  on  acct.  of  Washington 

Branch 600,000  00 

Contracted  on  acct.  of  Bait,  and 

Susquehanna  Railroad 2,232,045  31 

Contracted  on  acct.  of  Chesapeake 

and  Ohio  Canal 7,194,222  22 

Contracted  on  acct.  of  Tide  Water 

Canal 1,000,000  00 

Other  debt* 690,698  03 


$15,132,909  00 

Capital  and  crediu  of  the  SUte,  Sept.  30,  1853 : 
PrWuctive  Bank  Stock $518,466  66 

'  "         Railroad  and  Turnpike 

Stock 1,197,691  00 

Productive  Railroad    and    other 

Bonds  and  small  debts .3,906,924  97 


'  $5,623,082  63 

Unproductive  Bonds   and   Stock, 
Interest",  &c 17,172,634  16 

$22,796,716  79 

Of  the  unproductive  resources  of  the  State, 
$2,000,000  are  Chesapeake  and  Ohio  Canal  Bonds ; 
$5,000,000  ditto  Stock,  and  $6,138,971  33  for  in- 
terest due  from  that  work ;  $3,000,000  is  Stock  of 
the  Baltimore  and  Ohio  Railroad  Company. 

TENNESSEE. 

Governor  Johnson's  message  states  the  public 
debt  to  be  as  follows : 

State  debt  proper .". .  $3,801,856 

Bonds  issued  to  Railroads 1 ,945,000 

U.    S.    surplus    revenue    and 
school  fund 1,520,326 


".      -  ..■.;•-,       $7,267,181 

The  prospective  habilities  authorized  by  internal 
improvement  bills  already  passed,  amount  to 
$8,000,000,  and  if  the  internal  improvement  bill 
now  before  the  Legislatare  should  become  a  law, 
it  will  add  an  additional  $6,400,000  to  the  sum, 
making  a  total  state  liability  of  $21,667,181  in- 
cluding its  present  and  prospective  debt.  The  »- 
mount  of  county  and  eity  indebtedness  by  the 
issue  of  bonds,  is.  estimated  at  about  $5,000,000. 

CALIFORNIA. 

A  committee  of  the  California  Legislatun^  ap- 
pointed to  ascertain  the  state  debt,  report  as  fol- 
lows ; 
Bonds  of  1861,  payable  in  1865,  $156,600 

Do.     , „  I860,  229,600 

Do.     „    1852,        „       „  1870,  1,420,000 

Other  debts 1,451  492 


■         ~     '  ;•.:••        $3,267,492 

This  is  exclusive  of  civil  warrants  issued  and 

not  redeemed  since  July  1,  1863. 

The  income  of  the  Sute  for  the  year  ending 

June  30th,  1853  was  $454,985  84,  expenditures 

in  same  Ume  were  $1,367,593  35  or  $912,607  61 

greater  than  the  receipts. 
The  funded  debt  of  the  city  of  San  Francisco, 
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on  the  22d  of  October,   1863,  was  Sl,500;000. 
.  Other  debts  were  S-490,191  90,  making  a  total  debt 

of  $1,990,191  90. 

The  funded  debt  of  the  citj  of  Sacramento  on 

the  15th  of  November,  was  S693,607  47.    Add 

estimated  deficit,  April  8th,  1864,   in  the  receipts 
~ibr  the  current  expenses  of  the  city,  S55,856  9C. 

TotaIrS"49,364  43. 

TEXA.S. 

Tlie  report  of  the  Controller  states  the  receipts 
for  the  last  year  at  S5,701,205  17,  and  expendi- 
tures $1,735,903  23.     The   estimated  receipts   of 

1854,  amount  to  (including  balance  in  treasury) 
$4,841,910  27,  and  the  expenditures  to  $726,012 
35.  The  taxable  property  of  the  State  is  $99,- 
155,114,  shoNviog  an  iacrea.se  of  $18,600,000  with- 
in one  year. 

NKW    JERSEY. 

Governor  Fort'is  message  presents  the  following 
exhibit  of  the  aifairs  of  the  State. 

The  receij)ts  of  the  treasury  dnring  the  year 
ending  December  31,  1863,  were  $159,570  73.  Of 
this  sum.  it  api>ears  that  $117,607  69  was  from 
transit  duties  and  taxes  on  the  Camdrn  and  Am- 
boy,  Delaware  and  Raritan  and  New  Jersey  Rail- 
road Com  panics.  The  disbursements  of  the  j-ear 
•wer  $150,700  48— balance  in  the  tre.-isury  $8,816 
25.  The  estimated  recei|>t.s  and  disbursements  of 
this  year  are  .-bout  the  same.  The  State  debt  is 
only  $-65,000,  to  defray  wIikIi  there  arc  available 
means  amouating  to  $06,808.  Tha  Free  School 
Fund  is  3995,994 ;  an  increiuse  since  last  year  of 
$17,203. 

The  whole  receipts  from  public  works  since  1833 
have  been  $1,579,658  ;  of  which  $1,339,765  have 
been  from  the  joint  companies;  $217,883  from 
the  New  Jersey  Railroad  Co.,  and  $21,910  from 
the  Paterson  Railroad. 

MASSACHLSKTTS. 

The  report  of  the  State  Auditor  shows  the  total 
receipts  into  the  treasury,  for  the 
year  1853,  were $2,118,206  07 

Of  the  above  there  was  from 
bank  tax  and  other  sources  of 
ordinary  revenue 505,684  32 

State  tax  of  1853,  in  part 286,005  Oli 


There  remains  of  the  funded  debt  un- 
provided for $475,000 

And  temporary  or  floating  debt,  pro- 
posed to  be  paid  by  state  tax 220,000 


$695,000 
The  property   of  the  Common- 
wealth, including  the  security  held    . 
for  its  loan  to  railroad  and  real 
estate,  &c.,  valued   at  $2,079,796 
amounts  to $11,092,457  61 


Surplus  resources $4,288,727  05 

The  various  productive  securities  in  the  hand." 
of  the  Treasurer,  including  those  in  the  Western 
Railroad  Loan  Sinking  Fund,  amount  to  $4,421,- 
714  27 — all  well  secured,  and  averaging  over  six 
per  cent,  per  annum. 

The  public  lands  in  Maine,  valued  last  year  at 
$616,000,  have  been  sold  for  $046,000,  aiid  the 
proceeds  divided  between  the  Western  Railroad 
Stock  Sinking  Fund  and  the  School  Fund,  which 
last  amounts  now  to $1 ,244,284  05 

In  addition  to  the  property  already  noticed,  the 
Commonwealth  lias  a  claim  'ipon  the  general  gov- 
ernment, for  b  ilance  of  expenses  during  the  last 
war,  of $181,000 

ALABAMA. 

The  Comptroller's  report  for  1852  and  1863 
gives  the  following  exliibit. 

The   last  biennial    re- 
port     exhibited      a 
bialance  in  the  Trea- 
sury on  the   lirst  of 
November  1861,  of $823,741  06 

The  receipts  since  that 
report  have  been  for 
the  fiscal  jear  1852. $599,587  36 

And  for  the  fiscal  year 

1853 604,230  82     1 ,263,818  17 


$882,289  32 

The  total  payments  for  the  year 
were , $2,181,379  95 

Viz :  Ordinary  expenditures  for 
Legislature,  Salaries,  &c 679,752  87 

Expenses  ofConveution  of  1853, 
in  part 154,184  82 

On  account  of  State  Prison 40,551  01 


$874,488  70 

The  balanc  -  was  on  loans,  expenses,  funds,  &c., 
as  above. 

Deducting  the  stite  tax,  conven- 
tion and  prison  expenses,  the  de- 
ficit in  the  revenue  for  the  year  is        S84,0C8  55 

The  estimated  revenue  for  the 
year  1854,  including  $13,000  for 
balance  of  state  tax  and  $16,485 
for  cash  on  hand,  is 752,380  00 

The     expenditures,     including 
$10,000  for  balance  ot  convention 
expenses  and  $42,500  for  the  State 
Reform  Scheol,  are  estimated  at. .         764,000  00 
— and  this  sum,  it  is  supposed,  may  be  increased 
by  appropriations  during  the  session  of  the  Legis- 
lature. 

The  entire  debt   and  liabilities  n 

of  the  Commonwealth,    including 
over  five  millions  of  scrip  loaned 
to  aid  in  the  construction  of  son- 
dry  railroads  from  1837  to  1841 
Is 4t6,8f'-3,^30  56 

Increase  during  the  year 168,000  00 

The  amount  loaned  to  the  several  roads  is  amp- 
ly secured,  and  a  fund  has  been  created  lo  meet 
Vhe  pajTntnt  of  ever  §1,100,000  of  thi  bftlfmcc. 


Making  total  balance    - 

and  receipts  to  80tb 

September,  1863 $2,087,659  22 

The     disbursements 

have   been    for    the  ,    . 

fiscal  year  1852 005,215  08      " 

And  for  the  fiscal  year 

lfc53 186,274  40        851,489  84 


Leaving  a  balance  in  the  Trea.«iury, 
at  the   close  of  the  fiscal  year,    - 

September  30th,  1853,  of $1,236,069  88 

The  cx|)eiises  proper  of  the  govern- 
ment have   been,    for    the   two 

years .- 233,048  64 

Or  an  average  annual  expenditure 

of... 116,524  32 

The  "balance"  herein  noted  as  being  in  the 
Treasury  is  principally  composed  of  notes  of  the 
old  State  liank  withdrawn  from  circulation.  One 
million  of  dollars  may  be  deducted  oif  this  ac- 
count. "These  notes",  says  the  report,  "when  in 
circulation  are  a  liability  against  the  State ;  when 
hi  the  Treasury,  only  so  many  redeemed  bonds,  or 
evidences  of  debt  paid,  Taking  this  view  of  the 
subject,  the  real  balance  iu  the  Treasiny  is  reduc- 
ed to  a  very  small  sum." 

SOUTH    CAROLINA.  -   -        - 

The  Governor's  message  j)resents  the  following 

statement  of  the  debt  of  South  Carolina. 

The  funded  debt  due  by  the  Stat«,  on  the  1st 
October,  consisted  of: 

5  per  cent,  fire  loan  bonds,  payable 
in  London,  1868  and  1868 $937,777  78 

0  per  cent,  tire  loan  stock,  payable 

1860  and  1870* 805,590  15 

0  per  cent,    of  1839,   (balance   i>.ist 

due  not  bearing  interest) 8,418  30 

6  percent.  1838,  balance.' 45,214  34 

3  i)er  cent,  at  nomiual  vahn>,  $117,- 

43840,  but  at  market  price  would 

amount  to , . , . .       73,986  19 


Sl,870,98G  76 


The  Treasury  has  paid  from  the  Sinking  Fund 
«nce  1st  October,  $6,032  50  of  the  6  per  cents, 
)f  1839,  reducing  the  balance  to  £2,385  80.  The 
bank  also  holds  of  the  6  per  cent,  stock  of  1838 
the  sum  of  $6,679  11,  and  also  $7,441  63  of  the 
}  per  cents.,  which  waa  purchased  with  the  sum 
of  $4,608  16.  The  amount  of  indebtedness  is  di- 
minished by  these  several  payments  and  pur- 
chases. 

The  assets  of  the  State  consist  of  the  bank  and 
various  railroad  stocks.  The  assets  under  the 
charge  of  the  bank  may  be  summarily  set  down 
as  follows : 

Total  funds  in  the  bank,  as  exhibi-         }  :     '; 
ted  by  the  annual  statement,  Ist 
October $7,919,932  49 

Deduct  bank  liabilities,  issues,  de- 
posits, &c 4,086.690  22 

Balance,  l)eing  assets,  the  property 
of  the  State $3,833,342  27 

South  Carolina  Railroad  and  bank 
stock 641,000  00 

Greenville  Railroad  Company 348,000  00 

Wilmington  and  Manchester  Rail- 
road Company 200,000  00 

Charlotte  and  Columbia  Railroad 
Company 69,200  00 

King's  Mountain  Railroad  Company       60,000  00 

Laurens  Railroad  Company 34,000  00 


••  •  ■  $5,176,542  27 

In  addition  to  the  funded  debt  due  by  the  State, 

there  is  due  to  the  bank  the  sum  of  $177,691  22 

for  cash  paid  to  the  South  Carolina  Railroad  Com- 

pany,  when  $25  per  share  on  the  stock  of  that 

Company  was  called  in.     As  the  whole  par  value 

of  the  stock  is  set  down  among  the  assets  of  the 

State,  it  is  necessary  to  notice  this  debt  iu  an  esi- 

mate  of  her  finances.  v  ;•      >  -  ^   '  ^ '  " 

MicnroAN. 

The  report  of  the  Auditor  gives  the  following 

statements: 

The  balance  in  the  hands  of  the 
State  Treasurer  on  Nov.  30,  1862, 
exclusive  of  amounts  to  meet  out- 
standing warrants  upon  the  Gene- 
ral and  Primary  School  Interest 

Funds,  was $116,407  23 

Receipts  for  the  year  ending  Novem- 

30th,  1863 655,667  86 


Expenditures  in  the  same  i>eriod . 


$772,075  09 
396,449  39 


Balance,  Nov.  30th.  1853 $375,626  70 

The  amount  of  funded  and  fundable  debts  not 
yet  due,  but  owing  by  the  State,  is  given  as 
follows : 

Stale  Indebtedness.      _.     i   -  J 

The  funded  and  fundable  debt  not  yet  due  is  as 
follows : 
General  Fund  bonds,  due  May,  1856. $100,000  00 

University  bonds,  due  July,  1858 99,000  00 

Detroit  and  Pontiac  Railroad  bonds, 

due  July,  1868 97,000  00 

Penitentiary    bonds,    due     January, 

1869 20,000  00 

Penitentiary    bonds,    due    January, 

1860 40,000  00 

Full  paid  $6,000,000  loan  bonds,  due 

January,  1863 177,000  00 

Adjusted  bonds,  due  January,  1863 . .   342,391  00 


Total $876,391  00 

The    part    paid    $6,000,000   loan 

bonds  outstanding,  will,  if  fund- .  •    ^^    .  .«'■ 

ed  previous  to  January  1,  1861, 

amount  to $1,467,001  07 

Bonds  issuable  for  outstanding  I.  J^ 

warrants,  say 7,000  00 


Making  the  total  Ainded  and  fund> 
able  debt  not  yet  duo,  and  for 
the  payment  of  which  no  pro- 
vUiooUmftd*.... ,. ,,.,,. $2 fi^9,Z9i  07 
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The  amount  due  the  trust  funds,  is.  4^jt),y66  2(5 
The  Auditor  General  al»o  gives  notice  that  the 
interest  oa  the  several  bonds  of  the  State  will  be 
paid  when  due,  on  the  presentation  of  the  coupons 
at  the  Phoenix  Bank  in  the  city  of  New  York. 


Cleveland,  Coluiuba^  and  Cincinnati  Rail- 
ronO, 

The  recent  election,  for  oilicers  of  the  above 
road,  resulted  as  follows : 

President — H.  B.Payne,  ■    -.    : 

SecreUry — M.  J.  Williamson,    ;    -    ;    .  ^ 
-  Treasurer — T.  P.  Handy, 

Directors — H.  B.  Payne,  J.  Gillett,  Leoauard 
Case.  Ilichie  Hilliard,  A.  Stone,  Jr.,  Stillman  Witt, 
Cleveland;  J.  M.  Woolsey,  New  Haven;  Hosea 
Williams,  Delaware  ;  Alfred  Kelley,  Columbus , 
John  Miller,  Columbus  ;  E.  T.  Prosser,  Albany. 


Abatract  of  Seliedules  and  Tables  »p|>entled 
to  the  New  York  and  Erie  llaiiroad  Re- 
ports   (Concluiloi.) 

Th.1t  part  of  Table  (G),  giving  the  tonnage  and 
earnings  of  freight  received  an<l  forwarded  from 
various  stations,  gives  information  of  a  similar 
character  to  that  contained  in  the  first  part  of  the 
table,  already  copied  in  the  Journal. 

TABLE    (Hj  PROPORTION    OP  WAY    TO    TUItOCGll 
BUSINESS. 

-:  ..    Par  the  year  ending  Sept.  30M,  18-52. 

V-^z     ..■.,--:-.  •.:....•.:-.;■.-■.■■./      °» 

•  .         .  .     ,.«,.  .  ■.-.•..  .-..         .»a  •— 

-  .  ■  W    O 

..  ■■■:.  Receipts,    j.^ 

Passengers.  '  tJ  ^ 

Through $409,735  42  30 

Between  Way  Stations  and  Ter- 
mini    323,011  93  23 

Between  Way  Stations  only 639,525  67  47 


Sl,372,272  92  100 


Freight.    -.<■■■  ■■"- 

Through S544,605  53     30 

Between  Way  Stations   and  Ter- 
mini    628,538  20    29 

Between  Way  Stations  only 739,116  26    41 


$1,812,259  99  100 


.  I\)r  the  year  ending  Sept.  30tA,  1853. 
Passeugsrs. 

Through $474,291  68  29 

Between  Way  Stations  and  Ter- 
mini    418,476  16  26 

Between  Way  Stations  only 738,156  53  45 


OF     FREIGHT 


Receipts. 
$362,498  31 

596,527  05 

355.240  85 
26,948  29 

104,185  U8 
18.071  21 
27,583  86 

11,227  92 
42,518  48 
32,065  73 
17,859  19 
233,014  35 
558,706  5h 
72,696  68 

373,726  2?. 
639,045  53 
387,906  5J- 
44,806  7* 
337,199  43 
576,777  7i- 
100,280  64 


-^  :-   ■       v-v...  ',  $1,630,924  27  100 

-■../:';'■:■"•.'#-'. 

Freight.  "' 

Through $916,669  69    37 

Between  Way  Stations  and  Ter- 
mini    687,010  99    24 

Between  Way  Stations  only 956,062  90    39 

.-  ■^:;     -:•■;-:::-';•■..--■  V..;.-,  $2,469,743  58  100 

(I)   CLASSIFICATION   AND   DIRECTION    OF    PASSENGER 
BUSINESS. 

1853.        :U:  :;  •    :>"<  / 

Through  passengers  Eastward 27,485)^ 

Receipts  therefrom $193,668  51 

Way  passengers  Eastward 514,949)^ 

Receipts  therefrom $512,432  32 

Through  and  Way,  Eastward 542,435 

Receipts  therefrom $736,100  87 

Through  passengers  Westward, 61,214)^ 

Receipts  therefrom... ..i.i;... $273,789  83 

Way  passengers  Westward .  .\ 660,788 

Receipts  therefrom $621,033  57 

Through  and  Way  Westward.,^ 612,002)^ 

)i»celpt8  th^reflrom ....$894,823  4U 


Number  of  miles  travelled  eastward.  .  .40,642,000 

Average  miles  by  each  passenger 74.295 

Miles  tra veiled  westward 57,891 ,631 

Average  miles  by  each  passenger ...»...._.  94.59 i 

Miles  travelled  both  ways 98,432,361 

Average  miles  by  each  p;iissenger 85.204 

(J)     CLASSIFICATION    AND    DIRECTION 
BUSINESS. 

Eastward  bound . 

.         Tons. 
Products  of  the  Forest ....  111,834 

Products  of  Animals 90,660 

Vegetable  Food 72,092 

Other  Agricultural  Products    3.670 

Manufactures 42,738 

Merchandise 6,144 

Miscellaneous 32,993 

3: ' .  Westward  bound. 

Products  of  tlie  Forest ....   12,253 

Products  of  Animals 9,095 

Vegetable  Food 8,770 

Other  Agricultural  Products     0,279 

Manufactures 69,543 

Merchandise 62.598 

Miscellaneous 103,494 

Freight  both  ways. 

Products  of  the  Forest 124,087 

Products  of  Animals 99,755 

Vegetable  Food 80,808 

Other  Agricultural  Products     9,849 

Mannfactures 112,281 

Merchandise 68,742 

Miscellaneous 136,487 

Total  Tons  carried  East 360,031 

„        „         „         West 272,038 

,,     Receipts  both  ways $2,459,743  6"- 

„     Tons  carried  one  mile 101,026,518 

Table  (K),  giving  the  relative  proportion  of  eacl 
description  of  freight  to  the  whole  amount  receiv- 
ed and  shipped  at  each  station  is  quite  interesting, 
but  too  long  to  be  copied  into  our  columns. 

TABLE    (L)  Of    LUMBER    SHIPPED. 

Shows  the  whole  amount  of  lumber  shipi>ed  to 
Piermont  pier,  from  January  1st,  1853,  to  Sept. 
30th,  1853,  to  be  22,744,771  feet;  to  Ncwburg 
12,882,677  feet ;  to  Elmira,  12,060,992  feet ;  and 
to  all  stations  on  the  road,  60,665,704  feet.  In 
eluding  estimated  lumber  carried  from  Sept.  30th, 
1852,  to  January  1st,  1853,  the  whole  amount  is 
81,223,718  feet.  Number  of  shingles  carried 
6,092,000. 

COMPARISON  (0)    OF    THE    RUNNING    EXPENSES    OF 
THE    NEW    TORK    AND    ERIE    RAILROAD,   WITH    THOSE 
'    -:■.     7  OF    TUE    PHEVIOCS    YEAH.     :      .-; 

.    ;  ^ -.  Years  ending  Sept.  30th 

Number  of  Passengers 

carried  in  cars 

Number    of    Tons    of 

freight 

Number  of  Passengers 

carried  one  mile 

Number    of    Tons    of 

freight 

Number  of  Miles   run 

by  passenger  engines 
Number  of  Miles   run 

by  freight  engines. . . 
Earnings  from  passen-  ■■:  i-:] :■>■:"'  y.'i' 

gers,     freight      and 

mails,     during    the 

year $3,171,354  S3   4,122,338  40 

Expenses  of   running, 

repairs      of     stock,  .,.     -      ,,^> 

track,  buildings,  of-        .,"         ."■.::'.- 

ficus,  taxes,  damages,       ..^  .;  .>.;".;.    .  .^  ;•■.  J';  ■,:-.:. 

superintendence  and 

contingencies 1,661,767  74   2,269,01168 

Expenses  on  per  cen- 

taf  d  of  «&rQiiig«, ...  62,4  S^^B 


1852. 

1853. 

864,330 

l,154,437j 

456,460 

631,039 

81,179,554 

98,432,301 

96.697,695 

101,626,522 

1,062,424 

1,357,880 

1,326,846 

1,476,380 

COMPARISON   OF   THE   EXPENSES    FEB    MILE    BLN. 

r'^i:  .'      .■>  i         Years  en<Hng 

V    'iv'   .•  --.    '^    i.'        8ept.30ih. 

;     ■  V  -  1862.    1853. 

Cents.  Cents. 
ReiMiirs  of  track,  buildings  and  taxes.  12.40     16.23 
„        engines,  cars  and  shop  ex- 
penses   15.84    15..34 

Expenses  of  operating,   stations,  of- 
fices and  cont'g 41.31     48.12 

ToUlcost 69.55     79.69 


Details  of  the  above  : 

Repairs  of  passenger  engines 10  0 

cars.... 5.9 

„  freight  engines 7.3 

cars 6.2 

„            tools  and  m.-ichinery  of  ma- 
chine shops 10 

All  other  expenses  of  machine  shops. .   0.8 

Otiice  expenses  and  stationery 1.2 

.\gents  and  clerks 3.3 

Labor  loading  and  unloading  freight..  3.7 
Porters,  watchmen  and  switchmen.  ..  0.9 
Wood  and  water  station  attendance. . .  0.2 
Conductoi-s,   baggage   and  brakemen 

Passenger  trains 

Do.  do.    Freight  trains 

Engine  and  firemen.  Passenger  trains. 

Freight 
Fuel 


7.7 
7.3 
4.8 
6.0 
10.9 
Oil  and  waste,  Passenger  engines 2.3 

,,    „        „      Fr«ig»>t  2.2 

„     „         „       Passenger  cars 1.1 

„    „        „       Freight        , 1.0 

Loss  and  damage,  goods  and  baggage  1.6 

„        persons 1.7 

,,        property. 0.2 

General  superintendence 0.8 

Contingencies 0.8 


85 
6.0 
80 
5.3 

0.9 
0.0 
1.4 
3.8 
43 
1.8 
0.8 

6.3 
8.0 
5.8 
6.8 
13.2 
2.1 
2.2 
10 
1.8 
1.5 
2.6 
0.8 
1.1 
17 


COMPARISON    PER    El^SSENGER    AND   TON   OP  FBCiOBT 
CARRIED   ONE   MILE.  i' 

Years  ending 
.     -  :  .  Sept.  30th. 

V     ::       .  .•  1862.     1863. 

Cents.  Cents. 
Repairs  of  roitd-bcd.  track,  buildings 

and  taxes '. 0.166    0.230 

Repairs  of  engines,  cars,  and  shop 

expenses • 0.213    0.217 

Operating  stations,  offices,  and  con- 
tingencies   8.654    0.681 


Total  cost  i)er  passenger  and  per  ton 

per  mile ....0.933  1.128 

'■  Details  of  operating. 

Office  and  stiitionery ..0.017  0.014 

.Agents  and  clerks 0.0-J5  0.054 

Labor  loading  aud  unloading  freight. 0.093  0.124 

Porters,  watchmen,  and  switchmen.  .0.012  0.024 

Wood  aud  water  sution  attendance . .  0.003  0.004 
Conductors,  brake  and  baggagemen. 

Passenger  trains 0.101  0.087 

Do.  do.     Freight  trains 0.100  0,117 

flngine  and  firemen.  Passenger  trains.  0.063  0  080 

Freight         „      0.082  0.100 

Fuel 0.148  0.188 

Oil  and  waste.  Passenger  engines 0.030  0.029 

„             „      Freight          „        ....0.031  0.032 

„              „      Passenger  cars 0.014  0.014 

„              „      Freight        , 0.022  0.019 

Loss  and  damage,  goods  and  baggage.  0.021  0.021 

„         persons 0.023  0.036 

property 0.005  0.005 

General  superintendence .'..  .0.012  0.016 

Contingencies •••»••  ••*• .  0.01 2  0  024 

TABLE  (P)  OF  MILEAaC  OP  ENGINES. 

On  passenger  trains,  for  year 1,357,889  miles. 

:.  freight          „         „         „    ....1,249,694  .. 

"  ^*^*'  "         "      _:'••••    208,028 

I)  wood  „  .      ,,        I,   ....      18.758 


I) 

11 


XouU..,.. «... .... .... ,.,2fiUfia3 milei, 


56 


« 


AMERICAN    RAILROAD    JOURNAL. 


The  remainder  of  the_ report  is  devoted  to  com- 
pariaons  of  ( he  expense  of  transportation  upon  the 
New  York  and  Erie  with  that  upon  other  railroads ; 
and  also  to  the  business  for  the  year  1862,  of  the 
canals  intersecting  the  New  York  and  Erie  road. 
The  room  occupied  by  the  lattei  statements  pre- 
vents their  being  copied  into  oar  columns;  while 
from  the  approaching  completion  of  competing 
railroads  the  past  business  of  these  canals  will  not 
afford  correct  inferences  of  their  future  relation  to 
the  business  of  the  Erie  Road. 

American    Railroad  Journal. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  SIOO. 


NAME  OF  COMPANY. 


Saturday,  Janaary  SS,  1854. 


Erl«  Railroad. 

We  conclude  this  week,  the  publication  of  tlie 
--Erie  Railroad  report,  which  we  have  given  at  no 
small  incoaveniencc  to  oursulves,  and  to  the  ex- 
clusion of  much  other  matter.  In  publishing  the 
report,  we  have  acted  upon  our  uniform  rule  of 
giving  bai/i  sides  of  every  case  that  is  made  a  mat- 
ter of  conirovtisy. 

The  report  is  a  great  improvement  upon  the 
previous  silence  of  the  company.  In  many  resp«cts 
ii  is  an  exc»llcnt  one.  The  tables  showing  the 
working  economy  of  the  road,  are  well  prepared, 
and  contain  a  great  amount  of  valuable  informa- 
tion, and  will  help  to  throw  much  light  upon  the 
cost  of  working,  not  only  the  Erie,  but  of  other 
roads. 

Notwiliistaiiding  these  favorable  features,  the 
report  is  faulty  iu  many  important  particulars. 
Its  general  tone  is  decidedly  objectionable  It  is 
the  argument  of  counsel,  rather  than  a  plain 
statement  of  facts,  lis  partisan  tone  must  weak- 
en its  authority.  The  Directors  do  not  speak  as 
we  expect  persons  to  do  who  are  telling  the  man- 
ner in  which  they  have  dischargi'd  certain  trusts, 
but  as   persoiLS  who  are  vindicating   themselves 


I  Atlantic  and  St.  Lawrence. . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

~¥ork  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan ...  " 

Connecticut  and  Pa.s}<umpsic..  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchbnrg " 

New  Bedford  and  Taunton.  . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western 

Stonington R.  I. 

Providence  and  Worcester. . .  " 

Canal Cotui. 

Hartford  and  New  Haven " 

Hou.satonic 


a 


New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 


from  real,  or  imaginary  charges. 

One  of  its  most  important  deficiencies,  is  the  en-   n^tford,' ProV.  and  Fishkill 
tire  omission  to  give  the  cost  of  the  dt>ui/le  track, 
and  thf  i>robablc  amount  necossary  to  complete  it. 

So  long  as  the  construction  a^jcount   is  kept  op'jii,  \  Nangatuck 

I  New  London  and  Now  Haven 

'  Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
I  Buffalo,  Corning  and  N.  York 


N.  Y 


statements  as  to  the  cost  of  operating  a  road  can 
never  be  rolieil  on.     In  ^uch  ea.ses  it  is  almost  im-  i 
possible  but  that  items,  chargeable  to  the  operat- 
ing of  the  road,  should  be  placed  to  construction,  j  Buffalo  and  State  Line 

Such  we  fori  convinced  is  the  fact  with  the  present  Canandaigua  aiul  Ni^ag;«ra  F . . 

„,    ,,..(.  ii  1   .1     I  CanandaiiTua  an<l  Lmura . . . 

ease.     We  believe  tl.at  the  exi,enses  exceed  ^'^^^  ^^,,y^„^^.^,,Ci^vxs.yni^h■.^.m^■A.. 
amount  rc^jorted.     We  may  attempt  to  show  such  j  ^x-\c,  (New  York  and  ErieJ. 

to  be  the  ftict  at  some  future  time.  ]  Hudson  River 

Whenever  a  road   commences  the  construction  '  Harlem 

of  a  double  track,  it  v  manifestly  proper,  that  a  I  xt*^^*  v  ''i^  f^"\  "i 

'         ,,  ,  J    I     f    J  I  New  \ork  Central 

separate   account  should  be   ofiened  for   the  n«»w   0"densbur"h  (Northern) 

expenditure.    Of  tlie  propriety  of  such  a  course, ;  Oswego  and  Syracuse 

thehistorv  of  the  Erie  road  furnishes  full  evidence,  j  Plattsburg  and  Montreal.. 

It  Will  be  remembered  that  Mr.  Lotkr  in  his  re-  i  5«n'>««l;*<-'«-  f"*!  Sarat<>ga.. 

,  ^.       „,.   ,^.,     ,  .       ,        ^     I  Rutland  and  Waslinigtoii 

l)ort,  under  date  of  Dec.  20,  18ol ,  sUtes  that  the   Saratoga  and  AViushington ....      " 

cost  of  the  double  track  tlien  proptised  to  be  built,  I  Troy  and  Rutland " 

would  not  exceed  SIO.OOO  per  mile.     He  subse- '  Troy  and  BosU^n " 

ouently  corrected   this  statement  by   saying   i,e  i  Wat^rtown  and  Rome " 

'        /,,            ,     ,■      e          J     11    .      w      a-       I  Camden  and  Anibov \.J. 

meant  the  graduation  for   a  double  track.     Smee   ]v( orris  and  Ks.si  x  . ."  " 

Sept.  oO,  1851 ,  L'j:'  miles  of  double  track  atid  .^i-  {  \i.w  Jersey " 

dings  have  boor,   constructed.     In  the  meantime  }  New  Jersey  Central, 
the  amount  charged  to  graduation  has   incrca.sed  Cumberland  Valley. 

,.„.„,„__  ^_  _     „w,,=»  r.e  a-.TAAit— T  TIT      Erie  and  North  East. 

3i(o,o34,67/,  or  an  excegs  of  52,004,6(7  over  Mr. 

Loder's  estimate.     If  his  estimate  were  a  correct 

one,  then  there  is  a  large  expenditure  cmaccount- 
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72 
51 
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93 
35 
64 
82 
24 
16 
47 
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117 
47 
51 
24 
28 
83 
53 
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28 
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20 
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12 
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155 
50 
40 
45 
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110 
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66 
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47 

.35 

164 

144 


c 
'3 
1 


.a 
» 

c 
3 


o  a 

O  P 

§  * 

.  c 
o   " 


£0.2 

.S  3 

»  L  *5 


SS  O 


O 


1,538,100;  2,973,700:  6,160,278 
809,f<78,  1,016,500|  2,064,458 
962.621'  29^80  i  2,514,067 
123,884,  1,459,384 
341,1001  713.605 
622,2001  2,640,217 
none.  '  1,485,000 
720,900i  3,002,094 


l,.355,500i 
285,747! 

l,649,278i 

1,485,000; 

2,078,625! 

3,016,634| , 
717,643! , 
600,000' 


1,097,600: 


none.  651,214 

1,400,000 

I  673,600 

560,0001  1,745,516 


2,486,000!  2,429,100  5,577,467 


8,600,000 

1,500,000 

302,000 


3,600,000112,000,000 

!  1,500,000 

700,000 


1,830,000 
4,076,974 
3,160,390 
4,500,000 

421,296 
1,591,100 
2,850,000 
1,050,000 
3,540,000 

500,000 

647,015 
1,964,070 

250,000 
2,140,536 
1,134,000 
5,150,000 

1,457,560 

922,500 

2,360,000 


150,000 

390,000 

425,000 

171,800 

193,600 

600,000 

none. 

112,306 

none. 

819,743 

282,300 

none. 

1,001,600 
171,210 

6,319,520 
467,700 
300,000 
500,000 
800,000 


1,996,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 

620,475 
1,245,927 
2,293,534 

307,136 
3,203,333 
1,321,945 
9,953,759 

'i,791,999 
1,400,000 
3,150,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


658,861   800,000 
3,000,000  1,641,000 

926.000  440,000 
760,600   660,000  1,380,610 

2,121,110      701,6001  2,696,488 

900.0001  1,550,0001  2,650,600 
jIn  progres 

879,636      872,000|  1,921,270 

', iln  progres 

425,.'>09   582,400!   987,627 
687,0<K)!   400,000!  1,070,786 
lO,iX)0,000|24,003,865'33,070,863 
3,740,515|  7,046,3951 10,527,654 
130i  4,725,260   977,4631  6,102,935 
95  1,875,148   516,2461  2,446,391 
o04{23,085,600;10,773,823i.33,859,42: 


264,743 
140,661 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 


132,646 


495,397 


Leased  to 
Recently 


388,108 
669,001 
469,656 
768,819 

60,743 
229,004 
488,793 
229,445 
574,574 
164,230 

67,251 
322,213 
137,406 
218,679 
162,109 
1,339,873 
240,572 
391,418 
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113,520none'  83 

80,053  none  30 

100,552, none,  41 

i  6  j  961 

ll,266;none'  24 

79,659;nonc  36 

141,836!  8  1107 

55,266  6  I  38 

163,076;  6  |  67| 


6 
51,513|  8 

none 

|none 

none 

266,539  none 


89 
106 


the  Vt.  Cent. 

opened,  jnone 

. : none 

130,881  7 
338,215j  7 
227,434'  6 


21 
29 
11 

134 
98 


331,296; 

30,066! 

72,028^ 
241,017! 

99,589| 
232,787! 

43,950i 


91 
1031 

84  i 
102 

40 
I  65 
'  90 
1 100 
i  92 
'117 


23,416,none'  68 
101 ,510!  none  92  i 

24,399!  8  ;.... 
18,648  none;  22i 


639,529 


66,90<Ji  4 
683,194,  6 
110,892!... 
120,8921  6 

;  4 

294,20910 


58 
101  i 

66 

96 

65 
124 


none 


329,041     168,902,none 
69,629 
114.410 
806,713 


428,173;  7 
!  8 

Recentlv  iopened.  none 
267 ,561 !  116,965;  4 

Recently  Jopened. 


Recently 


opened. 


jnone 
luone 


76,760   39,360none 
t4,241   23,496!none 
4,318,9621,800,181'  7 
1,063,659  338,783  none 
681 ,445!  324,4941  6 
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Penn. 


Harrisburgh  and  Lancaster. . . 

Philadelphia  and  Reading 

Philad.,  Wilmini^Q  and  Bait. 


1,579,969 
350,000 
174,042 
610,000 
850,0001 
899,8001 
2P.7,6nO 
430,936 
1,011,940 
1,500,000 
1,022,420 
2,197,840 
986,106 
50;  1,184,500 
20  600,000 
361      830,100' 


2,969,760   5,133,834| 
201.5001      607,803; 
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43,609  4     ;  70 


480,1371 
90,616 
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26,000!  774,4951   213,078;     96,737.... 

400,000  1,250,000  Recentlv!oi)ened.     .... 

940,000'  1,832,9451    173,545'    135,017lnone 


100,0001      329,577iRecently 


opened. 


660,000 
'l28,66() 


95 
98 


700,000.  l,043,357|Recently  opened 

1,693,7111    225,152     116,706 
4,327 ,4'»<'ji, 388,385    478,413 
1, 220,-325     149,941       79,252 
476,000j  3,245,720    603,942    316.259 
1,500,0001  2,379,880i    260,899!    124,740 
13,000:  1,266,143    118,617!     76,890 

I     750,000!Recently  ;opened. 

713,227    1,702,6231    265,327|  106,320 


6,666,382|10,427,800 17,141,987  2,480,626!l,261,9«7 
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Railway  Share  Liist, 

Compiled  from  tkelaUi-t  returns — corrected  every  Wednesday — on  apar  valuation  of  $100. 


NAME  OF  COMPANY. 


a 

"0 

13 

•a 

bL 

p. 

Q 

SB 

5 

Si 

B. 

**^. 

ce 

1^ 

O 

Md. 


a; 

B 
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30 
47 

381  9,188,300 
38  1,660,000 
67 
66 
27 
64 
73 
22 


769,000 
1,372,324 
686,000 
76    1,000,000 
62   1,357,778 
1,400,100 
2,650,091 
180,000 
1,338,878 


191  13,500,000 
211  14,000,000 
101  !l,228,370 

71 

})0      586,887 

66 

93 

33 

88 

60 

80 
125 

38 

29 

65 


776,269 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

357,218 


Pennsylvania  Central . . . .' . . . .  Penn.J260  9,768,156 
Philadelphia  and  Trenton . . 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio 

Washington  branch . 

'Baltimore  and  Susquehanna..  "     ; 

Alexandria  and  Orange Va. 

Manassas  Gap "     [ 

Petersburgh " 

Richmond  and  Danville "     ; 

Richmond  and  Petersburgh . .  "    | 

Rich.,  Fred,  and  Potomac "     j 

South  Side "     I 

Virginia  Central "     il07 

Virginia  and  Tennessee "     I  73 

Winchester  and  Potomac "     132 

Wilmington  and  Raleigh N  .C.il61 

Charlotte  and  South  Carolina.  S.  C.lllO 

Greenville  and  Columbia "     |140  jl  ,004,23! 

South  Carolina "     |242  |3,868,840 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss 

East  Tennessee  and  Georgia. .  Term 

Nashville  and  Chattanooga. . .  " 

Covington  and  Lexington....  Ky. 

Frankfort  and  Lexington " 

Louisville  and  Franltfort " 

M'aysville  and  Lexington " 

Cleveland  and  Pitlsburgh ....  Ohio.  100   1,239,450 

Cleveland  and  Toledo "      147   2,000,000 

Cleveland,  and  Erie 

Cleveland  and  Columbus 

Columbus,  Piquaand  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western "       40 

Dayton  and  Michigan "     j  20 

Eaton  and  Hamilton "     j  36 

Greenville  and  Miami... "     I  81 

Hillsboro i.viv.  "     |  37 

Little  Miami ...."...  "     184 

Mansfield  and  Sandusky "     i 

Mad  River  and  Lake  Erie.. .  "    il67 

Ohio  Central "     i  57 

Ohio  and  Mississippi "     1 

Ohio  and  Pennsylvania "     |187 

Ohio  and  Indiana "     |.... 

Scioto  and  Hocking  Valley...  "    j  44 

Xenia  and  Columbus "       64 

Evansville  and  Ulinois Ind,     31 

Indiana  Central "      .... 

Indiana  Northern " 

Indianapolis  and  Bellcfontaine  " 

Lawrenceburg  and  Ind " 

Lafayette  and  Indianapolis. . .  " 

Madison  and  Indianapolis " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago Ill 

Chicago  and  Mississippi " 

Illinois  Central , " 

Galena  and  Chicago " 

Michigan  Southern Mich.  316 

Michigan  Central "     282 

PafQiflc...  ti>.  .......... .....  iiOt ;  88 
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(( 


100 
147 
96 
136 
46 
61 
60 


2,100,000 
310,666 


131 
83 
90 
62 
88 
40 


136 
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3,027,000 


2,370,784 

900,000 

2,887,200 


1,750,700 


760,000 
1,092,137 


1,660,000 

632,387 

2,460,666 


l,932;361 
2,800,000 
4,866,700 
1,000,000, 


173,867 
200,000 


603,006 
G10,00(» 
446,036 
707,968 
120,000 
1,134,698 


300,000 
3,000,000 


418,187 

1,214 

163,000 


150,000 
400,666 


641,000 
850,000 
900.000 


1,371,000 
1,600,000 


408,200 


600,000 
660.666 


1,000,000 
1,767,000 


2,460,000 


300,000 
119,600 


760,000 
'663,166 

'4,"oo<)',666 


13,600,000 


19,542,307 
1.660.000 


&'3 
.£•3 


o  *■ 
So 


1,943,827 


In  prog. 
In  prog. 

1,163,928 
In  prog. 

1.100.000 


1,325,663 
348,622 
413,078 


617,626 


227,693 
122,861 


615,384 
216,237 
152,536 


72,370 


o 

a 

•o 

s 

12 
'> 
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1,531,238;  254,37t 
2,106,467!  62,76: 

In  prog.  1  176.486 

In  prog. 

416,532 
2,965,574 


In  prog. 

7,002,396 
In  prog. 

3,465,879 


1,555,214 
In  prog. 

743,626 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
684.902 


In  prog. 
2,963,766 


3,655,000 
2,000,000 


2,659,663 
In  prog. 

926,000 
In  prog. 


In  prog. 
2,634,167 
1,855,000 
4,110,148 

In  prog. 


89,776 
610,03*- 


1,000,717 


986,074 
934,424 
280,516 


129,396 


173,642 


87,421 


194,429 


777,793 


321,798 
Recently 


626,746 
*640',5i8 


74,113  none 
113,266|  7 


74,902  |none 
none 


153.898 
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6 


609,711 


635,608 
456,468 
151,737 
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71,636i  8 


76,079 


44,260 


123,306 


483,464 
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200,967 
opened. 
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1,267,714 
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Recently  opene<f 
Recently!    135,363 
237,606 
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70 
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86 
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80 


106 
72 
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96 
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....  ....  jopened. 

Recently 

In  prog.      
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2,400,0001   616,414i   268,076 


10 


116 


90 
115 


77 
82 
70 


In  prog.     I i i !  60 


1,363,019    106,944 


4,600,0001 


71,446,  4 
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600,000  In  prog.     \   473,548    286,152, 
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©d  for.  We  cannot  well  see  how  the  graduation 
for  the  double  track  could  even  cost  SIO.OOO  per 
mile.  At  any  rate,  there  can  be  no  pretence  that 
83,534,677  have  been  exi>endcd  for  the  graduation 
for  a  double  track  within  the  past  two  years.  A 
I>ortion  of  this  sum  must  have  gone  to  other  ob- 
jects. We  think  too,  that  the  report  should  have 
presented  an  estimate  of  the  probable  amount  ne- 
cessary to  cojnpMt  the  double  track,  as  a  standard 
for  future  expenditures.  Certainly  the  public 
have  a  right  to  know  what  the  plans  of  the  Direc- 
tors are,  and  what  at^unt  of  expenditure  is  in- 
volved in  their  execution.  ^  ^     ':l 

A  Urge  item  in  the  cost  uf  oiHJrating  the  road 
for  the  past  two  years,  has  been  for  the  mainten- 
ance of  a  line  of  Lake  Steamers,  upon  which,  as 
we  understand  the  Company  has  lost  large  sums. 
We  think  an  ;uiditional  scliedule  should  have  been 
annexed  to  the  rei>ort,  siiowing  the  t*rms  upon 
which  these  steamers  were  employed,  and  the 
sums  loht  or  made  by  the  operation.  If  we  arc 
rightly  informed,  here  has  been  one  of  the  great 
leaks  in  the  finances  of  the  company. 

We  think  too  that  the  company  should  have 
said  somelhing  about  the  contract  for  the  use  of 
the  Union  Railroad  in  New  Jersey.  It  strikes  as 
that  when  a  Railroad  company  go  Into  another 
State  and  purchase  or  take  a  lease  of  an  indepan- 
dent  road,  the  whole  transaction  should  be  made 
public.  The  stockholders  may  take  a  view  of  the 
matter  entirely  diflerent  from  that  entertained  by 
the  directors.  The  former  may  wish  to  see  wheth- 
er the  contract  be  advantageous  or  otherwise.  It 
does  not  appear  that  the  stockholders  were  ever 
consulted  at  all  in  the  matter.  The  latter  are  cer- 
tainly entitled  to  know  the  terms  of  the  lease,  as 
well  as  the  expediency  of  making  it. 

There  are  some  portions  of  Mr.  McAlpine's  re- 
port that  are  calculated  to  convey  a  very  enoneons 
impression  in  reference  to  the  route  occupied  by 
the  road.  From  reading  the  report  a  person  would 
naturally  mfer  that  it  occupied  the  best  route  be- 
tween New  York  City  and  the  Lakes;  and  that, 
by  the  configuration  of  the  country-,  its  line  was 
neither  susceptible  of  improvement,  nor  in  a  posi- 
tion to  be  injured  by  competing  roads.  Such  are 
not  the  facts.  The  line  is  capable  of  being  mate- 
rially improved,  and  is  also  exposed  to  the  compe- 
tition of  other  roads.  The  description  of  the  route 
in  the  report  shows  it  to  l)e  an  unfarour(7^>^€  one 
for  cheap  transportation.  The  disadvantag  s  of^i 
grades  are  shown  in  another  part  of  our  j -resent 
issue.  The  road  crosses  /our  distinct  and  eievated 
spurs  of  the  Allagheny  Mountains,  from  which  it 
descends  into  deep  gorges,  or  vales.  These  spurs 
subside  into  an  uniform  plain  as  they  approach 
the  line  of  the  Erie  Canal,  and  Central  Railroads, 
presenting  of  course  the  best  route  to  the  Lakes. 

But  well  managed,  the  road,  we  think,  has  a 
sufficient  local  business  to  make  it  fair  property  ; 
at  any  rate  to  render  its  bonds  perfectly  secure.  The 
value  of  its  stock  may  be  more  problematical.  We 
do  not  regard  the  management  of  the  road  by  anv 
means  what  it  should  be.  There  is  a  field  for  great 
improvement  here,  and  one  to  which  the  particu- 
lar attention  of  the  stockholders  and  lx>ndho]dcis 
should  be  directed.  However,  the  wboie  report  is 
before  the  public  for  its  examination  and  judgment. 

We  shall,  on  future  occasions,  refer  to  the  above 
tables,  in  connection  with  articles  upon  the  general 
subject  of  the  management  of  railroads 
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Blake**  Fire  Proof  Paint. 

This  extraordinary  substance  has  now  been  in 
.  use  over  eight  years,  and  we  see  by  the  testimony 
,  of  persons  who  have  recently  examined  the  first 
used,  that  it  remains  as  perfect  to  all  appearance 
as  on  the  day  applied.  Th«  action  of  the  weather 
for  that  great  length  of  time,  had  no  other  effect 
than  to  turn  it  to  stone.  He  states  that  the  coat- 
ing is  still  so  perfect  that  even  the  brush  marks 
upon  the  surface  are  yet  plainly  to  be  seen.  No 
paint  in  this  country  has  been  so  universally  used 
upon  railroad  cars,  bridges,«nd  depots,  and  we  be- 
ieve  to  the  satisfaction  of  all,  as  it  is  just  the  arti- 
cle to  protect  them,  not  only  from  the  weather  but 
from  Jire. 

In  another  column  it  will  be  seen  that  Mr. 
Blake's  patent  has  been  tried  in  the  United  States 
Court,  and  decided  to  be  good  and  valid.  Every 
person,  therefore,  who  has  been  selling  or  usitig 
the  fire  proof  paint,  not  of  his  manufacture,  is 
liable  to  him  for  all  damages  be  has  sustained, 
together  with  costs  of  suit. 

In  consequence  of  this  decision,  Mr.  Blake  has 
the  exclusive  right  to  the  market,  but  instead  of 
raising  the  price  of  the  article,  or  even  keeping  it 
at  its  present  prices,  we  understand  he  intends  re- 
ducing it  very  materially,  as  he  can  manufacture 
a  large  amount  cheaper,  proportionally,  than  a 
small  quantity,  as  his  mills  are  capable  of  turning 
out  three  times  the  quantity  they  now  do.  We 
would  therefore  advise  officers  of  railroads,  as  well 
as  others,  to  send  their  oidcrs  directly  to  Mr. 
Blake,  No.  119  Pearl-st.,  where  they  can  not  only 
depend  upon  getting  the  genuine  and  original  arti- 
cle, but  would  secure  themselves  against  the  liabil- 
ity of  a  prosecution  for  infringing  his  patent. 

The  ^billed  Tire. 

Bush  and  Lobdell,  of  Wilmington,  Del.,  have 
sent  us  drawings  of  an  elegant  pattern  of  double 
plate  driving  wheel  and  hollow  tire,  which  they 
have  got  up  for  the  New  York  and  Erie  railroad. 
For  beauty  and  strength  of  fonn,  and  security  of 
the  attachment  of  tire,  this  pattern  exceeds  any 
thing  we  have  seen.  The  'tires  are  of  48  inches 
outside  diameter,  and  their  whole  depth  is  7  inches. 
The  solid  thickness  of  the  tire  is  however  no  more 
than  sufficient  for  the  necessary  strength.  The 
side  plates  of  the  center  are  I  inch  thick  and  those 
of  the  tire  1  inch.  These  tires  are  to  be  used  on 
engines  of  thirty-seven  tons  weight,  upon  four 
wheels  of  which  the  weight  will  average  nearly 
siAons  to  Ct-vch  single  wheel. 

Indiana  Central  RallMrajr. 

At  the  election  of  Directors  held  at  Centerville 
on  the  3d  inst.,  it  w^as  decided  by  vote  to  reduce 
the  number  to  eight.  The  following  is  the  new 
Board  and  its  organization  : 

John  S.  Newman,  Samuel  Hannah,  David  Com- 
mons, Caleb  B.  Jackson,  of  Centerville ;  Solomon 
Meredith,  William  Petty.  Cambridge  City ;  Wm. 
Butler,  Dublin ;  Charles  Parry,  Indianapolis. 

John  S.  Newman,  President;  Samuel  nanoah, 
Treasurer ;  John  M.  Commons.  Secretary. 

Xllettnkond  and  lUlaaftl  Railroad  of  Indiana. 

The  election  for  Directors  of  this  conipAuy,  held 
Jan.  2d,  1854,  resulted  as  follows: 

William  Edwards,  James  Neil,  Daniel  P.  Wig- 
gins, James  L.  Morrison,  Cornelius  Ratliff,  Benj. 
Strattan,  S.  R.  Wiggins.  W.  W,  Lynde,  J.  H.  Hut- 


ton,  J.   Woods,  G. 
Caleb  Sbearon. 


T.  Ste«dman,  Lewis  Burk, 


Greenville  and  Mlanil  Railroad  of  Olila^ 

The  recent  election,  held  at  Greenville,  for 
rectors  of  this  company,  resulted  as  follows : 

H.  Geblmrt,  W.  S.  Westerman,  D.  Beckal,  Jas 
McDaniel,  Alfred  Kitchen,  D.  Siudybaker,  W.  A. 
Weston,  F.  Warring,  John  Wharry,  W.  M.  Wilson, 
H.  Arnold,  E.  B.  Taylor,  and  J.  R.  Knox. 


»•    I  invariably  proved  unproductive. 
^''  is  a  cause  for  this,  which  exists 


Railroad  Competition  In   the  West. 

The  Cincinnati  Railroad  Record  has  a  long  ar- 
ticle for  the  purpose  of  showing,  that  were  all  the 
proposed  railroads  in  the  west  carried  out,  "  there 
would  be  neither  too  many  roads,  nor  .too  much 
competition."  To  a  {)erson  familiar  with  the  his- 
tory and  value  of  railroad  property  in  this  country, 
no  reply  would  be  needed,  us  the  article  would 
carry  on  its  face  its  own  refutation  ;  but  for  the 
benefit  of  such  as  are  not,  we  will  refer  to  the  ar- 
ticle for  the  purpose  of  correcting  some  of  the 
more  important  errors  it  contains. 

The  Record  commences  by  stating,  that  "  the  cost 
of  a  railroad  in  Ohio,  icith  a  double  track,  and 
equipment  complete,  cannot  exceed  S35,000  per 
miU." 

There  are  now  two  railroads  running  into  Cin- 
cinnati, the  Cincinnati,  Hamilton  and  Dayton,  and 
the  Little  Miami,  the  former  has  already  cost 
S43,000,  and  the  latter  $38,000;  luitkerot  which 
have  double  tracks,  and  neither  of  which  can  have 
double  tracks,  without  carrying  their  cost  up  to 
$50,000  per  mile.  The  cost  of  these  roads,  with 
single  tracks  and  limited  equipment,  already  far 
exceeds  what  the  Record  states  is  to  be  their  ulti- 
mate cost  with  double  tracks  and  corresponding 
equipment !  So  much  for  ihe  first  premise  of  the 
Record. 

The  Record  states,  that  "  the  experience  of 
American  railroads,  does  not  show  any  danger  of 
competition,  or  that  the  country  is  overstocked 
with  railroads,  or  is  likely  to  be,"  and  cites  the 
railroads   of  Massachusetts  in  confirmation. 

This  will  be  very  good  news  to  the  people  of 
that  State,  who  are  laboring  under  the  comiction 
that  they  have  lost  some  S  20,000,000  by  building 
competing  roads.  Under  a  railway  mania  similar 
to  that  which  is  prevail|ng  in  some  portions  of  the 
west,  they  have  built  numerous  roads  that  do  not 
pay ;  so  that  the  direct  loss  sustained  from  this 
caus^  alone  cannot  be  less  than  $20,000,000 ! 
Again :  the  Record  says — "  Let  us  now  proceed  to 
draw  a  parallel  with  New  England  In  Massachu- 
setts, Connecticut,  Rhode  Island,  Vermont  .ind 
New  Hampshire,  (wc  exclude  Maine,  because  so 
much  of  that  State  is  unoccupied  and  barren) — 
there  are  2,552  miles  of  railway,  on  30,116  square 
miles  of  surface,  and  a  population  of  2,144,916. 
There  is,  then,  1  mile  of  railway  to  12  square 
miles,  and  £  density  of  70  person  3  to  a  square 
mile.  Now,  hero  again,  the  advantages  for  rail- 
ways in  New  England  are  much  inferior  to  those 
in  the  Central  West.  The  population  is  but  little 
greater  per  square  mile ;  while  the  surplusses  to  be 
carried  oft'  aro  comparatively  but  very  little 
Three-fourths  of  Ohio,  (excluding  the  north-west 
quarter,)  has  a  population  of  54  to  a  square  mile ; 
and  the  Miami  country,  has  80  to  a  square  mile. 
The  New  England  ro.ods,  however,  average  6  pe) 
cent,  dividends,  or  about  tho  same  with  their 
Banks' 

The  New  England  roads  do  not  pay  six  nor  even 
/m  per  cdDt.  upon  their  cost.  Tb«  railroads  of 
New  £Df land  through  airiooltttral  dUtrlcta  bare 


We  admit  there 
only  to  a  limited 
exteat  in  the  West,  but  when  an  illustration  is 
ased,  its  legitimate  consequences  must  be  applied. 
If  S20,000,000  have  been  lost  upon  the  New  Eng- 
land roads,  an  equal  extravagance  in  ^e  West, 
might  be  followed  by  similar  results.  -  >   \  ]■' 

The  Record  also  claims,  that  as  7,200  miles  of 
railroad  have  been  constructed  in  Great  Britain, 
that  an  ecjual  number  may  be  properly  construct- 
ed in  Ohio,  Indiana  and  Kentucky,  as  the  latter 
have  in  the  aggregate  an  equal  area,  and  have 
greater  agricultural  capacities.  It  forgets,  how- 
ever, that  $350,000,000  have  been  sunk  in  com- 
peting lines  in  England.  To  make  the  parallel 
good,  the  construction  of  7,200  miles  of  road  in 
the  above  named  States,  would  be  attended  with 
a  proportionate  loss !  Again,  Great  Britain  con- 
tains 27,000,000  of  people,  while  Ohio,  Indiana, 
and  Kentucky  contain  only  4,000,000;  and  as  far 
as  the  business  developed  for  railroads  is  concern- 
ed, the  former  contains  twenty  times  the  popula- 
tion of  said  States.  The  labor  performed  by  the 
steam  engines  in  Great  Britain  represents  the  labor 
of  250,000,000  of  men !  In  that  country  20,000,000 
of  tons  of  coal  are  mined  annually,  and  distributed 
to  the  consumers ;  4,000,000  tons  of  iron  are  annu- 
ally smelted,  and  the  whole  nation  is  one  vast 
workshop  and  counting  house,  which  renders 
travelling  much  more  necessarj-  than  in  the  States 
named.  The  soil  of  the  former  is  made  to  produce 
much  more  bountifully  in  proportion  to  its  area, 
and  that  the  greater  variety  of  pursuits  renders 
a  much  larger  aggregate  internal  commerce  neces- 
sary. The  idea  therefore  that  the  State  of  Ohio 
will  sustain  an  equal  number  of  miles  of  railroad 
in  proportion  to  its  area,  as  England,  is  utterly 
preposterous. 

To  prove  that  the  construction  of  railroads  can- 
not be  over-done  in  the  West,  the  Record  argues 
as  follows : 

"  The  experience  of  our  American  railways  does 
not  show  any  danger  of  competition  ;  or  that  the 
country  is  overstocked  with  railroads,  or  likely  to 
be.  Massachusetts  has  a  mile  of  railway  to  every 
seven  square  miles.  If  this  proportion  were  car- 
ried through  thfe  fire  north-western  States,  Ohio, 
Indiana,  Illinois,  Michigan  and  Wisconsin,  it  would 
give  33,000  miles  of  railway  to  these  States,  at 
least  fo^ir  times  as  miuh  as  all  that  are  made,  con- 
tracted for  and  planned. 

But  let  us  bring  this  to  the  test,  which  the 
money  holder  demands,  the  test  of  dividends.  Let 
us  take  a  district  of  countrj',  where  the  competi- 
tion is  greatest,  and  look  at  it  sharply.  Between 
Newport,  R.  I.,  and  the  Hudson  river,  there  are 
eight  lines  of  railway,  running  parallel  to  one  ano- 
ther, a  distance  of  140  miles,  and  which  do  not 
average  20  miles  apart.  The  roads,  and  the  dis- 
tance from  each  other,  are  as  follows : 

Stonington  and  Providence Miles. 

Norwich  and  Worcester 26     "    - 

New  London  and  Palmer 16 

New  Haven,  Hartford  and  Springfield. .  26 

New  Haven  Canal 7 

Naugatuc 11 

Housatonic 20 

Harlem 10 

Now  let  us  apply  this  to'the  geography  of  Ohio, 
and  see  how  it  looks.  It  is  just  as  if  there  were 
eight  railroads,  starting  between  the  north-west 
comer  of  Ohio  and  Sandusky  city,  whose  general 
tendency  was  towards  Cincinnati ! 

In  fact,  we  have  only  tho  Mad  River  railroad, 
the  Dayton  and  Michigan  and  the  Cincinnati  and 
Mackinaw  proposed,  and  who  can  doubt  they  will 
all  pay  1    Let  ua  examine  the  co«t,  aod  dividend! 
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of  the  above  eieht  linos  of  competing  roads.  We 
give  below  the  cost  of  these  roads  and  the  viarket 
valut  of  the  stock : 

Stonington  Railroad S2,000,000  65  pr  ct. 

Nonvich  and  Worcester 2,596,488  56  " 

New  London  and  Palmer. . . .  1,511,111  60  " 

Hartford  and  New  Haven...  3,472,000  120  " 

New  Haven  Canal 1 ,600,000  60  " 

Naugatuc 1,366,000  117  " 

Housatonic 2,500,000  33  " 

Harlem 6,102,935  102  " 

Here  is  the  greatest  railroad  competition  that 
does  or  can  exist  in  the  United  States,  and  as  com- 
pared with  the  West,  in  a  very  unproductive  coun- 
try.    Now  let  us  make  an  analysis  of  the  ichole. 

The  total  amount  of  cost  of  the  above  roads  was 
^$21, 148,634,  and  the  market  vaiut  of  the  same  is 
$18,092,834,  or  86  per  cent,  of  the  cost.  Indepen- 
dent of  the  Housatonic  and  Norwich  roads ;  (both 
of  which  were  really  isolated  inland  tracks,  termi- 
nating in  steam-boats  on  the  sound.)  The  whole 
investment  was  at  par.  Looking  to  the  recent  in- 
•crease  of  the  Housatonic  and  Norwich,  there  is  no 
doubt  that  in  another  year,  the  whole  eight  com- 
petitors, ( taken  together,)  will  be  at  par. 

Let  us  now  look  at  the  comparative  cost  and  re- 
ceipts.    The  elements  of  these  roads  were  thus : 

Number  of  miles  made 679 

Total  cost $21,148,534 

Gross  receipts 2,661,786 

Expenses 1,387,046 

Net  income 1,174,740 

Net  per  cent 6)^ 

Cost  per  mile 37,000 

Here  then  are  eight  railroads,  on  a  breadth  on40 
miles,  running  in  the  same  direction,  through  a 
very  poor  country,  in  an  agricultural  aspect,  yield- 
ing, (under  gev,erally'\iAd.  management,)  5)^  per 
cent,  net  income,  with  a  moral  certainty,  that  if 
no  more  are  made,  they  will  par  6  or  7  per  cent. 
Even  there,  then,  ^ere  are  not  too  many  rail- 
roads. 

Now,  let  us  try  to  get  a  parallel  in  Ohio.  If  we 
were  to  make  eight  railroads,  between  the  State 
line  of  Indiana  and  the  Scioto  river,  all  of  them 
running  to  the  Ohio  river;  with  a  sort  of  twist  to- 
wards Cincinnati,  it  would  be  a  similar  case.  Let 
us  imagine,  (if  tliey  were  made,)  what  they  would 
cost  and  yield : 

Cost  of  8  such  roads  in  Ohio $17,000,000 

Gross  receipts 5,000,000 

Gross  expenses 3,000,000 

Net  income 2,000,000 

Net  per  cent r...  llj>^ 

Under  allJLke  competition  which  exists  in  Comieet- 
icut  and  Rhode  Island,  ice  affirm  that  Ohio  rail- 
roads toould  pay  10  per  cent,  net  dividends.  So 
they  will  in  Indiana,  and  we  have  time  and  expe- 
rience to  furnish  the  demonstration,  as  they  will 
do. 

But  we  have  no  such  competition  as  that,  and 
irill  not  have  in  this  great  nation.  We  shall  have 
twenty  railroads  entering  Cincinnati,  but  what  is 
the  country  through  which  they  pass !  An  empire, 
extending  for  three  hundred  to  five  hundred  miles 
in  every  direction,  to  all  of  which  Cincmnati  is 
central." 

Eight,  ten  per  cent,  paying  roads,  between  the  In- 
diana State  line  and  the  Scioto!  At  present  there 
are  two,  paying  ten  per  cent.  each.  These  two 
roads  accommodate  three-fourths  of  the  business 
of  the  district  described.  Now  we  will  hazard  the 
opinion  that  the  receipts  of  the  8  roads,  provided 
they  were  constructed,  would  not  exceed  60  per 
cent,  of  the  aggregate  receipts  of  (he  companies 
named  ;  and  farther,  that  should  they  all  be  con- 
structed, that  they  would  not  more  than  pay  run- 
ning expenses.  We  are  willing,  too,  that  the  cor- 
rectness of  our  opinion  should  be  tried  by  a  jury 
of  CiQcinnati&Ds. 
It  mutt  be  bora*  In  mind  too,  that  no  Altar* 


roads  can  be  constructed,  nmning  into  Cincinnati, 
except  at  a  cost  vastly  exceeding  those  already 
existing,  which  occupy  the  natural  approaches  to 
the  city,  and  which  secured  the  necessary  rights 
of  way,  lands  for  stations,  depots,  etc.,  at  mere 
nominal  sums,  compared  with  their  present  value. 
Mr.  Strader,  President  of  the  Little  Miami  Bail- 
road,  stated  to  us,  when  recently  in  Cincinnati 
that  were  his  company  n^e  compelled  to  construct 
that  portion  of  their  road  lying  within  the  city  and 
its  environs,  the  first  Jive  miles  would  cost,  (we 
think  wc  remember  correctly,)  $2,000,000,  which 
would  leave  the  balance  of  the  road,  of  some  80 
miles,  at  about  $1,000,000.  Roads  to  be  built 
will  have  to  pay  at  somewhat  the  same  rate  fui 
entering  the  city,  while  the  other  portions  of  the 
lines  will  also  be  much  more  expensive  than  those 
built  at  an  earlier  day. 

The  first  step  towanl  correct  reasoning,  arc  cor- 
rect data.  The  Record's  quotation  of  Stocks  for 
the  purpose  of  showing  the  raluc  of  Railway  pro- 
perty in  New  EngfitHd.^  incorrect  in  very  import- 
ant particulars.  We  give  the  quotations  as  ruling 
in  this  market.  *^   ';'}:^?\.v-  ,w''.^:i-^.^-;; ;  ^-  . 

Stonington 65 

Norwich  and  Worcester 66 

*New  London  Wilmatic  and  Palmer 

fNew  Haven  Canal 

Naugatuck 100 

Housatonic 1)^ 

Harlem 52 

*No  sales,  worth  perhaps  20  jjcr  cent. 
t  "     "  Probably  worth  50  per  cent. 

The  market  value  of  the  above  stocks  is  no 
where  near  86,  neither  is  it  correct  to  say  that  the 
above  roads  run  through  a  poor  country.  They 
are  managed  as  well,  probably,  as  are  Western 
roads.  The  district  they  traverse  will  supply  as 
much  business  to  Railroads,  as  will  an  equal  area 
in  any  portion  of  Ohio.  The  parallel  drawn,  only 
goes  to  prove,  that  Railroading  carried  to  an  equal 
extent  in  Ohio  would  be  attended  with  similar  le- 
sults. 

We  have  great  faith  in  Western  Railroads.  The 
readers  of  the  Jourr.al  understand  well,the  grounds 
upon  which  it  is  based.  We  have  done  what  we 
could  to  secure  to  them  the  confidence  of  the 
public.  The  result  that  have  since  been  achieved, 
so  far,  shows  that  this  confidence  has  not  been 
misplaced.  But  in  the  very  success  of  Western 
roads  lies  the  danger  we  are  seeking  to  avoid.  A 
good  business  is  much  more  likely  to  be  over  done 
than  a  bad  one.  There  is  therefore  much  greater 
danger,  that  railroading  will  be  carried  to  excess 
in  Ohio,  than  in  Massachusetts.  This  danger  is 
greatly  aggravated  by  the  extraordinary  success 
of  the  roads  just  constructed.  Ohio  is  going 
through  precisely  the  same  phase  that  Massachu- 
setts did  a  few  years  since.  The  Urge  dividends 
paid  by  the  early  roads  of  the  latter  State,  was 
the  direct  cause  of  all  the  misfortunes  that 
followed. 

The  success  of  sucl)  roads  as  the  Boston  and  Wor- 
cester, Boston  and  Maine,  Boston  and  Lowell  and 
Fitchburgh  wa.s  quite  as  extraordinary  under  the 
circumstances  as  has  been  that  of  the  Cleveland 
and  Columbus,  Little  Miami,  Michigan  Central 
and  Michigan  Southern.  The  Massachusetts  roads 
declared  dividends  greater  than  the  ordinary  rates 
of  interest.  This  fact  led  to  the  conatructlon  of 
rivtl  works,  so  that  the  divSdecdt  of  tb«  ft>rm«r 


have  been  graduilly  growing  less  for  the  past  6 
years.  Such  will  be  the  result  in  Ohio,  unless  the 
people  of  that  Stite  profit  by  the  numerous  exam- 
ples set  them  by  kheir  Eastern  neighbors. 

There  is  one  fact  however  that  will  check  the  un- 
due construction  of  Western  Roads.  The  means 
for  the  Massacnnsetts  roads  were  raised  by 
local  slock  subsci^ptions.  As  those  immediately 
interested  in  the  roads,  furnished  the  cae«ns  for 
their  construction,  there  was  nothing  to  check  the 
extravagance  wli  cl I  prevailed,  but  the  disasters 
that  were  the  necessary  consequence.  The  Wes- 
tern people  cann(  it  at  present  con.struct  their  roads 
without  .lid  of  foieign  capitalists,  who  are  suppos- 
ed to  be  unaffect  ;d  by  personal  interests,  or  local 
feeling,  and  act  ^  ithout  the  bias  of  prejudice. — 
These  are  the  ju<  ges  of  the  necessity  of  Westeni 
roads,  wliether  tl;  ey  shall  be  constructed  or  not. — 
This  act  should  it  once  put  to  rest  to  a  consider- 
able extent,  the  i  ears  that  exist  upon  the  subject 
oi  rival  lines,  II  the  work  of  railroading  is  to  be 
overdone  in  the  ^Test,  the  eastern  people  will  have 
to  thank  thems  jlves  for  their  folly.  Upor  tkem 
rcstsi  the  rcspons  bilily  j; ...      '  •    ;\- 

With  these  general  remarks,  we  would  state 
there  is  hardly  a  State  in  the.  Union  where  im- 
portant lines  of  1  lailroad  do  n'^t  remain  to  In?  built, 
inch  is  particula  rly  the  case  with  New  York,  Ohio, 
and  Indiana.  T  lerc  is  yet  wide  room  in  those  for 
well  directed  efl\  rt.  But  there  is  none  for  compet- 
ing lines.  We  d  'sire  to  do  what  we  can  to  pre- 
vent the  construe  lion  of  such. 


JoaruM    of  Kallr«od  I<aiw> 

The  Erie  Ric^krs. — The  following  intelligence 
communicated  bi  Telegraph  on  the  21st  inst., shows 
that  the  heroes  c  f  Erie,  to  use  an  Hibemianism, 
"  have  a  right"  t>  be  indicted  and  pimished  crimi- 
nally instead  of  being  summarily  dealt  with  for 
contempt  of  Cou  rt. 

Judge  Irwin  h:  is  just  decided  that  as  the  offence 
charged  against  flavor  King  and  Morcpw  B.  Low- 
ry,  is  made  subject  to  indictment  by  the  second 
section  of  the  act  of  October,  1831,  they  cannot 
be  held  under  the  present  process,  and  must  be 
discharged  with.  :x>sts. 

By  the  Ist  section  of  Act  referred  to,  it  was 
provided  by  Con  jress  that  the  power  of  the  Unit- 
ed States'  Courts  to  punish  summarily  for  con- 
tempt of  Court  8  lall  only  apply  to  misbehaviour 
inprese7tce  of  the  Courts,  or  so  near  to  them  as  to 
obstruct  the  adoainistration  of  justice,  or  to  the 
official  misbehaviour  of  any  officer  of  such  Courts, 
or  the  disturbaice  or  resistance  of  any  crfBcer, 
judge,  juror,  witness,  or  any  other  perso",  to  any 
order  of  said  Coi  rts.  (The  words  "any  other  per- 
son," probiibly  neans  any  other  person  sustainiog 
some  special  reUtion  to  said  Courts)        ^1.      ,' 

By  the  2d  seel  ion  of  the  said  Act  it  is  provided 
that  any  persons  who  shall  corruptly  or  by  t  hreats 
or  force  endeavo  ir  to  obstruct  the  administration 
of  justice  in  the  <  /ourts  of  the  United  States  shall 
be  liable  to  indictment,  and  shall  on  conviction 
thereof  be  punished  by  fine,  not  exceeding  S500, 
or  by  imprisontaent  not  exceeding  three  months, 
cr  both,  according  to  the  circumstances  of  the 
offence. 

Repealing  Railroad  Charters. — The  Supreme 
Ocurt  of  the  United  States,  in  the  Dartmouth 
CoUfge  case,  4  Wheaton,  318,  a  c.ise  of  most  de- 
served celebrity,:  decided  that  no  Charter  could  be 
repealed,  altered!  or  i^iodified  without  the  couscat 
of  tbe  CorporaMJrt  to  whom  tt  belong  and  with- 
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out  their  default  legally  ascertained  and  declared. 

Recent  legislation,  however,  has  sought  to 
abolish  this  restriction  on  the  popular  will.  And 
of  late  years  acts  of  incorporation  And  the  Gene- 
ral Railroads  of  most  States  which  have  adopted 
them  contain  reservations  of  the  right  "  to  alter, 
modify  and  repeal  Charters  at  pleasure." 

In  Pennsylvania  it  is  provided  by  the  act,  enti- 
tled An  Act  regulating  railroad  companies,  passed 
on  the  nineteenth  day  of  February,  Anno  Domini 
one  thousand  eight  hundred  and  forty-nine,  that  if 
»ny  company,  incorporated  by  special  act  of  As- 
sembly thereafter  to  be  passed,  shall  at  any  time 
misuse  or  abus«  the  pri^leges  granted  by  the 
said  act  or  by  its  own  special  act  of  incorporation, 
the  Legislature  may  revoke  all  and  singular  the 
rights  and  privileges  so  granted  to  such  company. 

And  this  legislative  artillery  is  now  brought  to 
bear  on  the  Franklin  Canal  Company — which  was 
incorporated  in  1844 — 5  years  before  the  foregoing 
Act  was  passed — although  its  charter  was  not 
amended  so  as  to  authorize  the  construction  of  a 
Railroad  from  Pittsburg  to  Erie,  until  April  1849. 

Supposing  that  the  right  to  annul  a  charter  in 
any  given  case  be  ctear  and  unquestionable,  it 
may  in  some  cases,  as  is  well  observed  by  Chan- 
cellor Kent,  be  very  doubtful  how  far  the  ezerciss 
of  such  a  right  would  be  consistent  with  justice  or 
policy. 

A  private  Charter  is  a  contract  between  the  State 
and  the  contractors  concerned.  And  an  honest  Le- 
gislature will  not  annul  its  contracts,  even  under  a 
reserved  right  so  to  do,  unless  a  Court  of  Law  has 
adjudged  the  Corporation  to  be  in  fault  or  the 
public  interest  can  admit  of  no  delay  and  impera- 
tively requires  such  a  proceeding.  It  would  be 
superfluous  iu  this  place  to  dwell  on  the  disastrous 
consequences  whicll^vould  result  from  an  arbitrary 
repeal  of  the  Charters  of  Corporations,  especially 
of  moneyed  Corporations  to  which  class  Railroads 
belong. 

The  question  naturally  here  arises^,  as  to  what 
becomes  of  the  properlij  of  a  defunct  Corporation  1 
And  there  is  we  presume  uo  great  cause  for  per- 
plexity, in  regard  to  this  subject.  The  ^capital 
and  debts  of  Banking  and  other  moneyed  Cor- 
porations constitute  a  trust  fund  and  pledge  for 
the  payment  of  creditors  and  stockholders,  and 
Courts  invested  with  equity  powers  will  in  case  of 
the  dissolution  of  such  Corporations  lay  holi  of  the 
fund  and  see  that  it  is  applied  to  its  legitimate 
purposes.— Sec.  2  Kent's  Commentaries  (Edition 
of  1860)  page  354. 

The  dcty  ok  the  Executive  in  the  cask  op 
RESISTANCE  to  PROCESS. — The  CousUtution  of  the 
United  States  imposes  on  the  President  the  solemn 
charge  •  to  take  care  that  the  laws  be  faithfully 
executed." 

Indeed  unless  a  Chief  Magistrate  is  invested  with 
such  a  power,  he  is  not  an  Executive,  but  a  Head 
Clerk. 

In  ca.se  of  a  State  insurrection  against  Ike  go- 
vernment thereof,  the  President  may  on  the  appli- 
cation ol  the  Legislature  of  such  State  or  of  its 
Executive  (when  the  Legislature  cannot  be  con- 
vened) call  forth  such  a  number  of  the  Militia  of 
any  other  State,  or  States  as  may  be  applied  for, 
or  as  he  may  Judge  sufficient. — Act  of  1796,  <>  1. 

Whenever  the  laws  of  the  United  States  shall  be 
opposed  or  the  execution  thereof  obstructed  in 
any  State  by  combinations  too  powerful  to  be  sup- 
pressed by  ordinary  judicial  proceedings,  or  by 
powers  invested  in  Marshals,  the  President  may 


call  forth  the  Militia  of  such  State,  or  of  such 
other  State  or  States  as  may  be  necessary  to  sup- 
press such  combination  and  to  cause  tiie  laws  to 
be  duly  executed ;  and  the  use  of  Militia  so  to  be 
called  forth  may  be  continued  if  necessary  until 
the  expiration  of  30  days  after  the  commencement 
of  the  then  next  session  of  Congress. — Act  of 

1795.  ()2 

Or  in  the  case  above  described,  the  President 
may  employ  for  the  same  purposes  such  part  of 
the  Army  or  Navy  as  shall  be  judged  necessary, 
having  first  observed  all  the  given  requisites  of 
law  in  that  respect. — Act  of  March  1807. 

Whenever  it  may  be  necessary  in  the  judgment 
of  the  President,  to  use  the  Military  force  hereby 
directed  to  be  called  forth,  the  President  shall 
forthwith  by  proclamation,  command  such  insur- 
gents to  disperse,  and  retire  peaceably  to  their  re- 
spective  abodes,   within  a  limited   time. — Act  of 

1796,  ^3. 

Sunday  Travellino. — The  Supreme  Court  of 
Pennsylvania  has,  (Chief  Justice  Black  and  one 
of  his  brethren  dissenting  from  the  decision,)  af- 
firmed the  judgment  of  the  Court  of  Quarter  Ses- 
sions, by  which  the  driver  of  an  omnibus  was  fined 
for  pursuing  his  vocation  on  Sunday.  The  Court 
held  that  Sunday  Omnibus  driving  does  not  fall 
within  either  of  the  two  Statutory  exemptions  "  of 
works  of  necessity"  and  "  works  of  charity." 

Important  I>eclaioii« 

CIRCUIT     COURT    OF     THE    UNITED     STATES    FOR      THE 

SOUTHERN  DISTRICT  OF  NEW  YORK APRIL  TERM, 

1853. 

Wm.  Blake,  r.<.  E.  8.  &  J.  G.  Belknap.  This 
was  an  action  brought  by  the  plaintiff  to  establish 
the  ralidilii  (in  a  Court  at  Law)  of  his  Patent  for 
fire  and  weather  proof  paint  or  artificial  slate, 
granted  the  28th  day  of  March,  1848.  The  de- 
fendants, in  addition  to  the  plea  of  not  guilty, 
gave  notice  that  they  should  prove  that  the  plain- 
tiff was  not  the  first  and  original  inventor  or  dis- 
coverer of  the  improvement  by  him  claimed — that 
the  substance  was  well  known  and  used  by  others 
long  before  the  plaintiff  commenced  experimenting 
with  it. 

That  if  the  plaintiff  was  the  first  who  discover- 
ed the  improvement,  he  had  abandoned  the  same 
to  the  public  long  before  he  applied  for  a  patent, 
and  that  said  patent  was  therefore  void ;  and  fur- 
ther that  the  subject  matter  was  not  patentable, 
as  the  earth  with  all  its  properties  were  natural 
productions,  equally  open  to  the  use  of  all. 

The  plaintiff  read  in  evidence  his  patent,  and 
called  some  sixteen  or  seventsen  witnesses  who 
testified  to  the  novelty,  originality,  and  utility  of 
said  discovery  and  invention,  and  also  that  the  de- 
fendants had  taken  in  and  sold  a  small  quantity 
of  the  paint. 

As  this  action  was  commenced  to  try  the  validi- 
ty of  said  patent,  and  to  give  the  defendants  and 
others  associated  with  them  in  the  defence,  an  op- 
portunity to  test  the  validity  of  said  patent ,  noth- 
ing beyond  nominal  damages  was  asked  by  the 
plaintiff.  Thomas  Wilson,  of  Ohio,  who  was  the 
manufacturer,  had  indemnified  the  defendants 
against  all  damage,  and  the  suit  was  defended 
under  his  supervision  and  management ;  and  he 
himself  was  examined  as  a  witness  on  the  part  of 
the  defendants.  In  addition  to  Wilson,  the  defend- 
ants examined  between  thirty  and  forty  witnesses. 
The  cause  was  thoroughly  tried,  and  occupied  the 
Court  for  five  days.  It  was  argued  at  great  length 
by  counsel  on  both  sides ;  after  which,  Judge  Nel- 
son, who  presided  at  the  trial,  charged  the  jury 
very  fully,  and  in  his  charge,  so  far  as  the  validity 
of  the  patent  was  a  question  of  law,  sustained  it  in 
every  particular.  The  jury  returned  a  verdict  for 
the  plaintiff,  and  thereby  established  the  validity 
of  the  patent 


tried,  and  the  preponderance  of  testimony  in  favor 
of  the  plaintiff  was  so  clear  and  so  great  that  the 
defendants  made  no  application  to  disturb  the  ver- 
dict, and  the  judgment  entered  on  the  16th  of 
June,  1853,  for  $1,029  67  costs,  was  paid  by  the 
defendants. 

The  validity  of  the  patent  having  thus  been  es- 
tablished at  law,  by  the  verdict  of  a  jury,  the 
Court  will  not  ordinarily  compel  the  plaintiff  again 
to  establish  it ;  but  will  in  the  first  instance  re- 
strain by  injunction  any  infVingement  of  it,  and  the 
Patentee,  by  a  bill  on  the  equity  side  of  the  Court, 
can  compel  the  party  (complained  of,  as  having 
infringed  the  patent)  to  make  a  discovery  under 
oath  of  the  amount  they  may  have  made,  sold,  or 
used ;  and  the  production  of  the  books,  and  a  full 
examination  of  the  accounts  of  the  party,  relating 
to  the  article,  will  be  required  by  the  Court.  The 
account  required  to  be  taken,  is  generally  taken 
under  the  direction  of  the  Court,  before  a  master 
in  Equity  appointed  for  that  purpose,  and  tha 
plaintiff's  damages  are  ascertained  in  that  Way. 

The  fact  that  the  patent  has  been  sustained  by 
one  trial  at  law  is  all  that  the  Court  requires  to  be 
shown  before  granting  to  the  Patentee  the  siun- 
mary  process  of  injunction  to  restrain  all  persons 
from  making,  using,  or  vending  the  patented  arti- 
cle, or  in  Miy  wise  infringing  the  patent. 

J.  E.  BURRILL,  Jr., 
Attorney  for  Wm.  Blake,  in  the  suit  above. 
SETH  P.  STAPLES, 
....        ,  F.  B.  CUTTING, 

Of  Counsel  for  the  Plaintiff, 

New  York,  Nov.  1863.     ■  ; 


■■",'•■;..■  V.V'-  NOTICE!  '■■•-•• 
To  all  those  who  have  been  infringing  my  Patent. 
■  It  will  be  seen  by  the  above  decision,  that  the 
validity  of  the  patent  has 'been  settled;  that  I  am 
not  to  try  the  patent  again  before  a  jury,  but  shall 
bring  suits  in  equity  against  any  person  who  has 
been  violating  my  patent  by  manufacturing,  sell- 
ing, or  using  the  Fire  Proof  Paint,  unless  they 
come  forward  and  settlo  with  me  for  thus  infring- 
ing my  rights.         ...r    ..,: 

■     •  WM.  BLAKE, 

119  Pearl  Street. 
New-York,  November  26th.  1863, 


BulTiilq  and  New  York  City  Railroad. 

The   Buffalo    Courier  furnishes  a   report  of  a 

meeting  of  the  stockholders  of  the  Buffalo  and 

New  York  City  Railroad,  which  was  recently  held 

at  Warsaw,  to  consider  the  ^present  condition   of 

the  affairs  of  the  company. 

Hon.  O.  R.  Babcock,  of  Buffalo,  one  of  the  di- 
rectors, stated  that  it  was  generally  understood 
that  the  affairs  of  the  company  were  in  an  embai- 
rassed  situation.  The  road  was  originally  intend- 
ed to  extend  from  Attica  to  Hornellsville,  to  con- 
nect the  New  York  Central  and  the  New  York  and 
Erie,  but  was  finally  extended  to  Buffalo— that 
the  road  was  thus  built  90  miles  instead  of  60  as 
first  intended,  and  that  no  increase  of  the  capital 
stock  of  the  company  was  made  to  meet  the  addi- 
tional cost  of  the  work. 

That,  he  thought,  wa.s  the  primary  cause  of  the 
present  embarrassment.  The  total  cost  of  the 
road  and  fixtures  up  to  October  was  in  round  num- 
bers 83,343,000.  The  capital  stock  is  $900,000,  of 
which  about  S700,000  has  been  received  and  ap- 
plied. The  first  bonds  issued  were  $700,000  se- 
cured only  by  a  mortgage  of  that  part  of  the 
road  between  Attica  and  Hornellsville;  and 
S500,000  were  issued  on  a  bond  and  mortgage 
of  the  remaining  part  of  the  road ;  a  part  of  the 
last  were  applie<l  to  the  purchase  of  that  part  of 
the  road  formerly  owned  by  the  Buffalo  and  Attica 
Railroad  Company.  About  SI 00,000  income  bonds 
have  also  been  issued,  making  the  capital  and 
funded  debt  .something  over  S2,000,000,  and  leav- 
ing still  about  $1,200,000  floating  debt,  part  of 
which  is  due,  and   to  meet  wh'ch  steps  most  be 

. ^„  immediately  taken.    A  part  of  the  floating  debt 

The  validity  of  the  patent  was  so  thoroughly   is  secured  to  the  creditors  by  a  further  issue  of 
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bonds  which   are  hypothecated,  but  which  have 
never  been  sold  or  even  put  in  the  market. 

The  earnings  of  the  road  daring  the  summer 
have  varied  Irom  S18,000  per  month  in  May,  to 
$38,000  in  July,  and  has  receded  again  to  S28,000 
in  October,  the  falling  off  being  in  passenger  re- 
ceipts, those  for  freight  having  been  steadily  on  the 
increase,  and  under  the  present  reduced  rates  of 
expenditure,  less  than  half  of  the  receipts  have 
been  required  for  running  expenses.  Mr.  B.  said, 
that  from  a  hasty  calculation,  he  had  just  made 
it  appears  that,  could  the  receipts  of  the  road  be 
made  to  average  S35,000  per  month,  this  would 
pay  all  the  interest  of  the  debt,  and  leave  a  divi- 
dend of  8  per  cent,  per  annum  on  the  capital  stock, 
and  this,  with  the  consideration  that  the  road  is 
uow  complete,  with  a  branch  to  the  harbor,  offer- 
ing facilities  for  freighting  not  heretofore  enjoyed, 
that  the  entire  cost  of  the  road  has  only  been  about 
S87,000  per  mile,  while  the  New  York  and  Erie 
cost  $60,000,  and  others  even  more — that  the  open- 
ing of  the  railroads  through  Canada  must  increase 
the  receipts  for  passengers,  and  that  the  real  es- 
tate owned  by  the  Company  in  the  City  of  Buffalo 
is  worth  S200,000  more  than  it  cost,  ought  to  be 
an  assurance  that  the  road  will  eventually  become 
a  paying  road,  and  that  its  stock  will  be  a  good  in- 
veslment.  Several  plans,  said  Mr.  B.,have  been  sug- 
gested to  meet  the  emergency,  aud  among  others, 
the  issuing  of  bonds  to  the  present  stockholders, 
at  a  rate  of  discount  agreed  upon,  the  bonds  to  be 
convertible  into  stock  at  any  time,  at  par,  seemed 
perhaps  the  most  feasible. 

A  Committee  of  eleven  of  the  stockholders  was 
appointed,  who,  through  their  Chairman,  John  B. 
Skinner,  Esq.,  adopted  resolutions  approving  of 
the  manner  in  which  the  affairs  of  tne  Company 
were  conducted  by  the  present  Board  of  Directors, 
and  expressing  entire  confidence  in  their  in- 
tegrity and  good  faith.*  The  resolutions  were 
unanimously  adopted.  A  Committee  consisting  of 
one  stockholder  from  each  of  the  towns  along  the 
line  of  this  road,  where  many  of  those  having 
stock  reside,  and  one  from  this  City,  were  appoint- 
ed by  the  Committee  to  act  in  conjunction  with 
the  Directors  in  adopting  such  measures  as  they 
deem  best  calculated  to  promote  the  interests  of 
the  Company. 

Boaton  and  Providence  Railroad* 

The  report  of  the  directors  of  this  Company  is 
for  the  half  year  ending  Nov.  30th,  the  time  of  the 
annual  meeting  having   been  changed  Irom  June 
to  January. 
The  receipts   for  the  six  months 

ending  Nov.  30, 1863,  were $284,901  69 

Expenses 169,087  11 

Netreceipts $115,814  68 

The  receipts  for  the  year  ending 

Nov.  30, 1863  were $508,326  69 

Expenses 281,687  12 

Net  receipts $226,639  47 

One  dividend  of  3  per  cent.,  and  one 
of  3i  per  cent,  have  been  declar- 
ed, amounting  to $205,400  00 

Carried  to  credit  of  income  account        31,239  47 

This  exhibits  an  increasa  of  receipts 
from  1852of $78,841  13 

And  of  expenses  including  interest 
on  bonds  each  year  of $44,828  20 

This  statement  does  not,  however,  present  a 
true  comparison  between  the  ordinary  expenses 
of  the  two  years.  The  rebuilding  of  the  South 
street  bridge  on  the  West  Roxbury  branch,  $20,- 
661  46,  has  been  charged  to  the  expenses  of  the 
last  six  months.  This  expense  has  been  occasion- 
ed by  the  imperfection  of  the  material  of  the  ori- 
ginal structure.  Another  cause  of  the  apparent 
increase  of  expenses  is  the  adoption  of  a  different 
mode  of  making  up  accounts,  by  which  all  due 
at  the  end  of  the  year  is  charged,  whether  paid  or 
not.    In  coosequence  of  this  change  there  was 


charged  in  the  expenses  of  last  year  the  pay  rolls 
of  13  morths,  making  a  difference  of  $8,674  95. 
There  is  also  charged  the  sum  of  $7,535  for  inter- 
est accrued  to  Dec.  1,  upon  bonds  beyond  the 
amount  which  has  been  paid.  Deducting  these 
several  accounts  from  the  expenses  of  the  year,  it 
will  be  found  that  the  actual  increase  of  ordinary 
expenses  beyond  that  of  preceding  years  amounts 
to  $7,986  80. 

There  has  also  been  charged  to  income  account 
the  sum  of  $13,268  25,  as  a  fund  for  the  renewal 
of  the  superstructure  of  the  road. 

The  income  account  stood  credited 

Nov.  30,  1862, $47,397  78 

Profits  for  1863  beyond  dividends.         21,239  47 


Less  depreciation'of  cars 

■    and  engines $11,741 

Renewal   fund 13,268  26 


$68,637  25 


-$25,009  25 


Income  account,  Nov.  30,  1853 ....  $43,628 

The  following  Board  of  Directors  was  elected : 
C.  H.  Warren,  John  Barstow  Jos.  Qrinnell,  Geo. 

R.  Russell,  Wm.  Amory,  Samuel  T.  Dana,  and  G. 

W.  HaUett. 


Weatern  Railroad. 

The  receipts  of  the  West-ern  Railroad  for  the 
year  ending  Nov.  30,  1863,  were  $1625,223,  of 
which  $603,290  was  for  passengers,  $786,215  for 
freight,  and  $45,718  for  carrying  of  mails  and  trom 
other  sources.  The  expenses  for  the  same  time 
were  $778,487,  of  which  $165,696  were  for  repairs 
of  engines  and  cars,  $13,070  for  repairs  of  build- 
ings, $13,290  for  new  cars,  $406,634  for  expenses 
of  transportation,  and  $23,002  for  general  expens- 
es, leaving  a  balance  of  $746,736,  the  net  earnings 
of  the  year.  From  this  is  to  be  deducted  for  in- 
terest on  State  Loans  and  Exchange  $283,968,  one 
per  cent,  to  Sinking  Fund,  $50,000,  per  cent,  divi- 
dends to  stockholders  $360,500,  and  loss  on  run- 
ning the  Pittsfield  and  North  Adams  Railroad, 
Railroad,  $791 ;  leaving  $51,476,  as  the  surplus 
earnings  of  1853.  Add  to  this  $137,413,  being  the 
balance  on  hand  Nov.  30,  1852,  and  we  have  the 
sum  of  $188,889,  the  amount  of  the  surplus  or 
Contingent  Fund  Nov.  30,  1863. 

The  increase  over  1852  of  the  gross  receipts  of 
the  Western  road  on  the  main  line,  during  the  year 
was  $185,360;  and  that  of  the  gross  expenses 
$121,809.  The  causes  assigned  for  this  large  in- 
crease of  expenses  are  the  extra  distance  run  by 
the  trains,  increased  price  of  fuel,  payment  of  hea- 
vy land  damages  arising  prior  to  1848,  the  renew- 
al of  iron,  rails,  dec. 

The  nett  income  of  1852  was  $683,194,  this 
year  $746,736— increase  $63,542. 

The  two  Sinking  Fuiuls  (Massachusetts  and 
Albany)  amoimted,  on  thfe  80th  November,  1863, 
to  $1,247,837,  and  the  Contingent  Fund,  on  the 
same  day,  to  $188,889 ;  together,  to  the  sum  of 
$1,436,726,  or  to  $27.90  on  each  share  pf  Stock. 

The  incj-ease  of  business  of  the  Road  is  shown 
by  the  following  figures,  which  we  extract  from 
the  tables.  Whole  number  of  passengers  carried 
on  the  road  in  1843,  200,965 ;  in  '48,  405,614;  in 
'63,656 194.  Number  of  tons  of  freight  transport- 
ed in '48, 158,052 ;  in  '68,  180,471.  Number  of 
barrels  of  flour  carried  in  '43, 244,239 ;  in  '48,  678,- 
016 ;  in  '63, 471,804.  Number  of  miles  run  by 
trains  of  all  kinds  in  '48,804,492;  in  '63,  947,382. 
Tke  corporation  now  own  59  engines  and  1,003  pas- 
senger and  freight  cars,  besides  a  share  in  16  cars 
of  the  New  York  and  Boston  Express  line. 

The  total  cost  of  the  road  and  its  equipments, 
thus  far,  has  been  $10,016,838,  including  $63,079 
which  has  been  expended  on  the  new  Station 
House  in  Springfield,  The  total  means  provided 
for  the  construction  and  equipment  of  the  road, 
amount  to  $10,469,620,  of  which  $459,678  has 
been  paid  to  the  Sinking  Funds,  leaving  the  nett 
means  $10,009,941 .    The  debt  of  the  road  consists 


of  $4,319,520  of  Ei^lish  bonds  p;iyable  between 
1868  and  1871,  ancf  guaranteed  by  the  Slate  of 
Massachusetts,  and  $1,000,000  of  Albany  city 
bonds  payable  betwjeen  1866  and  1876.  To  meet 
this  debt,  Sinking  P\i"<iSi  now  amounting  to  $1,- 
247;857  and  contim^ally  increasing,  have  been  es- 
tablished, and  will  bie  sufiicient  to  pay  all  liabilities 
when  they  fall  due. !  When  the  debt  is  thus  paid, 
the  stockholders  wijl  have  for  the  five  millions  of 
stock  for  which  th*y  have  paid,  a  road  costing 
over  ten  millons  of  jdollars.  In  other  words,  the 
stock  will  be  doubleil  in  value.  ' 

Teating  Raklway  Axlea. 

The  London  Railvsay  Tinus  of  December  lOtb, 
1853,  gives  some  aqcount  of  testing  axles  on  the 
Caledonian  Railway. — In  order  to  discover  the 
cause  and  a  remedy  for  the  breaking  of  axles,  now 
unfortunately  so  cortimon,  the  manJiger  instructed 
the  locomotive  supef-intendent  to  put  to  a  severe 
test  the  axles  supplied  by  the  two  principal 
makers  in  Scotland.f  This  was  done  in  the  woi^s 
of  Messrs.  Craig,  FuUerton,  &  Co.,  engineers, 
Paisley  who  have  at  present  in  their  works  a 
quantity  of  axles  sijpplied  by  the  Monkland  Iron 
and  Steel  Company, !  and  by  Messrs.  George  Allen 
aud  Sons,  Clyde  For^e,  Greenock. 

The  test  was  applied  to  one  axle  at  a  time.  The 
axle  was  placed  on]  blocks,  which  raised  it  six 
inches  from  the  groiind,  and  a  large  cast-iron  ball, 
weighing  12  cwt.  was  allowed  to  drop  en  the  mid- 
dle of  the  axle,  frott  heights  varying  from  12  to 
23  feet.  The  following  are  the  results: 

MESSRS.  GEORGE  (ALLAN    AND    SOn's    AXLES^  ' 

Heithtofball 
whep  dropped.         Result, 
feet. 

12    Bent  without  fracture 

12i  Straightened    without 

fracture.  , 

Bent  witliout  fracture. 

Bent  without  fracture. 

Straightened    without 

fracture. 
Bent  without  fracture 
Broke   in  two   at  the 
,23        4th  trial. 
.  16     Bent  without  fracture. 
.  ^    Bent  without  fracture. 


First  axle 

Do.  reversed 


Second  axle. 
Third  axle . . 
Do  reversed 


Do.  again  reversed . . 
Do.  do.  block  6  inches 

higher 

Fourth  axle 

Fiflh  axle 


.15 
.16 
.15 

,15 


MONKLAND  IRON  AlfD  8TEEL  COMPAKT's  AXLES. 


First  axle . . . 
Second  axle . 


Do.  do.  6 inches  higher. 23 


12 
,16 


Third  axle . 
Do.  do 


Fourth  axle , 
Fifth  axle . , . 
Sixth  axle. . . 


.15 
.23 

.12 
.12 
.12 


Broke  without  bend'p . 
Bent  without  fracture. 
Bent  further  without 

fracture. 
Bent  without  fracture. 
Bent  further   withoat 

fracture. 
Broke  without  bend'f . 
Broke  without  bend'f. 
Broke  without  bend'g. 


Bridge  of  the  Oblf  and  Mlaalaalppi  Railroad 
over   the  Gfcat  Miami  River. 

This  immense  bridge,  built  by  the  Ohio  and  Mis- 
sissippi Railroad  Company  across  the  Great  Miami 
River,  about  a  quarter  of  a  mile  from  its  mouth, 
and  two  miles  abofe  Lawrenceburgh,  is  so  far 
completed  as  to  alloW  trains  to  pass  over  it. 

At  the  first  trial  ojf  the  bridge  a  twenty-seveu 
ton  locomotive  and  t^der,  with  platform  cars  hea- 
vily laden  with  cros^ties,  &.c.,  passed  over  the 
bridge  at  all  rates  of  [speed  under  forty  miles  an 
hour,  and  at  one  timi?  stopping  in  the  center  of 
each  span,  and  without  causing  the  least  c.eak  or 
vibration,"  to  use  thd  words  of  a  person  who  was 
there.  j 

The  bridge  consist^  of  four  spans,  ^ach  two  hun- 
dred and  ten  feet  long — making  a  total  length  of 
eight  hundred  and  fotty  feet.  The  piers  and  abut- 
ments are  of  the  mo^t  substantial  masonry  laid 
with  cement.  The  bridge  was  built  by  Messrs. 
McCullam  &  Brundijge,  under-the  direction  and 
superintendence  of  Ffancis  Pruyn,  Esq.,  Civil  En- 
gineer on  the  0.  &  M.  R.  R.  It  presents  a  noble 
appearance  viewed  fiiom  steamboats  passing  on 
the  Ohio.  The  road  is  expected  to  be  open  soon 
fh>m  CincSnnati  to  La^trrenoebnrg  and  Aurora, 
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Sanburjr  «ud  Erie  R«Uro«ii. 

The  following  is  the  result  of  the  election  for 
Directors  of  this  road  :  •      ' 

Prom  Philadelphia. 
Henry  White,  Charles  S.  Boker, 

Charles  Lennig,  Daniel  Deal, 

Joseph  B.  Myers,  Franklin  Piatt, 

•     John  W.  Stokes,  Robert  £wiu^. 

•  "  •.  From  the  Interior.       .  \ 

David  K.  Jackman,  Clinton  County. 
James  Armstrong,  Lycoming  County. 
Oideon  J.  Ball,  James  Thompson,  Erie. 
The  subscription  of  $2,000,000  to  this  road  by 
the  city  of  Philadelphia,  has  been  confirmed  in 
the  city  councils.     John  Tucker  is  President  pro 
tevi  of  the  Sunbury  and  Erie  road. 

Tbe   Nortbern   Cross   and  Central  Military 
Tract  RaiIro«d«« 

The  contract  for  the  bridging  and  grading  of  the 
Northern  Cross  Railroad  has  been  let,  and  the  iron 
for  the  track  which  is  to  be  the  compound  rail, 
has  been  engaged  and  is  to  be  delivered  at  Quincy, 
on  the  Mississippi,  eafly  in  the  season.  It  is  ex- 
pected that  the  entire  line  of  road  will  be  in  run- 
ning order  by  the  first  of  next  December. 

The  Northern  Cross  Railroad,  which  runs  from 
Quincy  to  Galesburg,  in  Knox  county,  Illinois,  con- 
nects at  the  latter  point  witli  the  Central  Military 
Tract  Railroad,  which  runs  from  Galesburg  to  the 
point  where  the  Aurora  Road  from  Chicago  cou- 
necU  with  the  Illinois  Central. 

The  Central  Military  Tract  Railroad  is  now 
graded  and  bridged  and  all  ready  for  the  iron  rails, 
so  that  by  the  first  of  next  year  there  will  be  a  di- 
rect and  continuous  line  of  railroads  from  Detroit 
Tia  the  Central  Michigan,  the  Aurora  and  Chicago 
Railroad,  the  Central  Military  Tract  Railroad,  and 
the  Northern  Cross  Railroad,  to  Quincy,  a  distance 
of  640  miles.  v^ 

JMacoii  and    IVestern   Railroad  of  Georgia. 

The  eighth  annual  report  of  the  Directors  shows 
the  gross  receipts,  for  the  year  ending  Nov.  30th, 
1863,  to  be,  (including  Sl,776  41  interests  and 
discounts,)  S280,515  96,  or  $10,560  20  over  the 
previous  year.  The  expenses  were  $128,779  14, 
leaving  a  gross  income  of  S161,736  81,  or  over  64 
per  cent,  of  the  gross  receipts.  Semi-annual  divi- 
dends, amounting  to  8  per  cent.,  have  been  declar- 
ed on  the  original  capital  of  SI  ,214,000. 

The  capital  stock  of  the  company  has  been  in- 
creased during  the  year  to  SI, 600,000,  and  S14,870 
of  the  increase  have  been  paid  in. 

The  amount  charged  to  construction  on  the  1st 
of  December,  1853,  was  $1,339,931  83.  The  dif- 
ferencft  between  the  par  of  12,140  shares  and  the 
amount  at  which  they  were  originally  issued  is 
$216,282.  The  balance  of  assets  is  $80,829  03. 
The  company's  bonds  amount  to  $163,000.  T^  eir 
reserved  fund  $36,000. 

At  the  annual  meeting  of  the  stockholders,  held 
at  Macon,  January  lOlh,  1864,  a  committee  was 
appointed  to  confer  with  a  similar  committee, 
from  the  Georgia  Central  Railroad,  upon  the  terms 
of  consolidation  of  the  two  companies.  A  single 
line  of  railroad  is  contemplated  extending  from 
Savannah  to  Atlanta. 

The  following  gentlemen  were  elected  officers 
for  the  ensuing  year : 

Isaac  Scott,  of  Macon,  President ;  Andrew  Low, 
J.  C.  Levy,  Edward  Padelford,  Charles  Moran, 
Drake  Mills,  Adam  Norrie,  Ker  Boyce,  T.  C.  Mat- 
thessoD,  N.  C.  Monroe,  J.  B.  Ross,  Robert  Collina, 
and  Hendley  Vamer  Director i;  Ira  H.  Taylor 
Skcretary.      ,  .  ,,..  .»..-•  ^       -, 


Terre  Haute  and  Rlciknkond  Railroad. 

The  following  gentlemen  were  elected  Directors 
of  the  above  Company,  at  a  meeting  of  the  Stock- 
holders held  on  Monday,  Jan.  1864  2; 

R.  Rose,  S.  Crawford,  A.  McGregor.  D.  Deming, 
C.  Warren,  John  Crawford  and  W.  D.  Griswold  of 
Terre  Haute :  E.  J.  Peck,  Indianapolis ;  and  W.  H. 
Thomburgh,  Qreencastle. 

Philadelphia,  'Wilmington  and  Baltimore 
Railroad  Coukpany. 

At  the  annual  meeting  of  Stockholders  held  at 
Wilmington,  the  following  gentlemen  were  elected 
Directors  of  this  Company  for  the  ensuing  year : 

Pennsylvania — S.  M.  Felton,  M.  B.  Buckley, 
Moiicure  Robinson  and  Aubrey  H.  Smith. 

Delaware — C.  I.  Dupont,  J.  A.  Duncan,  Jesse 
Lane,  Fredeiick  A.  Curtis,  and  Joseph  C.  Gilpen. 

Maryland— John  C.  Groome,  Thomas  Kelso,  J. 
I.  Cohen,  Jr.,  Columbus  O'Donnell,  Enoch  Pratt 
and  Thomas  Donaldson. 

At  a  subsequent  meeting  of  the  Board  of  Direc- 
tors, Samuel  M.  Felton,  Esq.,  was  elected  Presi- 
dent; S.  L.  Spafibrd,  General  Superintendent ;  and 
Alfred  Homer,  Esq.,  of  Philadelphia,  Secretary 
and  Treasurer.  The  President,  and  three  of  the 
Directors,  are  re-elected.  All  the  other  Directors 
are  new,  as  is  also  the  Secretary  and  Treasurer. 

Consamptlon  of  «vood  by  iiooomotliresa' 

The  consumption  of  wood  by  the  locomotives  on 
the  Michigan  Central  and  Southern  roads,  between 
Chicago  and  Niles,  and  South  Bend  is  estimated 
at  80,000  cords  within  the  past  year.  The  Rock 
Island,  and  some  other  Illinois  roads  are  depen- 
dent on  Michigan  and  Indiana  for  wood,  and  gel 
it  by  running  their  wood  trains  over  the  Michigan 
roads.  The  present  prices  of  wood  in  Chicago  are  : 
Hickory  $6  50  to  7;  Beach  and  Maple,  $6  60  to 
6  ;  Oak,  $4  60  to  6.  This  is  nearly  as  dear  as  it 
is  in  Albany,  N.  Y.  Before  the  introduction  of 
railroads,  hickory  wood  could  be  purchased  in 
Michigan  for  $1  60  per  cord. 

Tunnel  at  tbe  Blue  Rldsc.      Virginia 
Central  Railroad. 

The  Message  of  the  Governor  of  Virgiania,  speaks 
of  the  above  work  as  follows : 

"  One  section  of  this  lino,  of  about  16  miles, 
consists  of  the  Blue  Ridge  railroad,  which  was 
undertaken  and  is  being  constructed  by  State 
Agents  and  with  State  means.  A  part  of  this  sec- 
tion embraces  the  tuunei  through  the  Blue  Ridge, 
a  work  of  extreme  difficultly,  causing  the  unavoid- 
able delay  in  the  completion  of  the  secton.  The 
tunnel  is  4,248  feet  in  length,  and  it  is  confidently 
expected  that  it  will  be  completed  by  the  Ist  of 
January,  1866.  The  perforation  on  the  1st  of  No- 
vember last  was  2,317  feet,  leaving  1931  feet  to  be 
cut.  There  has  been  paid  for  the  construction  of 
tkis  section  up  to  the  same  time,  $874,678  10 ; 
and  it  is  estimated  that  the  expenditure,  for  the 
year  ending  1st  January,  1855,  will  be  $105,060, 
and  for  the  year  ending  1st  January,  1856,  $136,- 
200,  making  the  total  cost  of  section  when  com- 
pleted, $4,206,828  10 

FaV  River  Railroad. 

The  annual  report  of  the  Fall  River  Railroad 
shows  that  for  the  year  ending  30th  of  November, 
1863,  the  gross  income  of  the  corporation  has 
been  $294,183  2U;  expenditures  $167,589  83; 
leaving  a  balance  over  expenses  of  $126,589  32, 
which,  deductino;  $84,000,  theamoant  of  dividend 
paid  to  stockholders,  leaves  the  sum  of  $42,589 
32  to  be  carried  to  the  surplus  fund.  The  entire 
value  of  the  property  of  the  road  is  estimated  at 
$1,185,977  86,  which  is  an  excess  of  $87,709  42 
over  all  liabilities. 


Cleveland  and  Pittaburglt  Railroad. 

At  the  recent  election  for  officers  of  this  road 
Cyrus  Prentiss  was  re-elected  President,  and  the 
following  gentlemen  Directors :  Zalmon  Fitch,  W. 
A.  Otis,  A.  C.  Brownell,  H.  W.  Clark,  E.  G.  Wil- 
liams, H.  N.  Day,  C.  Prentiss,  J.  Farmer,  J.  L.  Mc- 
intosh, Hiram  Stow,  of  Beaver,  Pa,,  and  Josbna 
Hanna,  of  Pittaburgh,  . 


Managing  Staff  of  tl-.e  He^r  Tork  and 
Erie   Railroad. 

The  Officers  in  charge  of  the  operation  of  the 
Erie  Rail  Road  are  as  follows : 

Charles  Minot,  General  Superintendent  and  T. 
L.  Smith,  Assistant  Superintendent ;  offices,  Erie 
Bnilding,  foot  of  Duane  street,  New  York  City. 

Henry  Hobbs,  Supt.  of  Union  Railroad,  Jersey 
City,  N.J. 

P.  Ward,  Supt.   Ncwburg  Branch,  Newburg^ 
N.  Y. 

J.  J.  Lawrence,  Supt.  Eastern  Division,  Pier- 
mont,  N.  Y. 

Wm.  H.  Power,  Supt.  Delaware  Division,  Xbila- 
ware,  N.  Y.'*'  .   :  -  ■^  ^'Iv^ 

R.  N.  BrowTj,  Susquehanna  Division,  Owego, 
N.  Y. 

J.  A.  Hart,  Supt.  Western  Division,  Dunkirk, 
N.  Y.  •  .^;..-i' C-. -:-:-•:•»  :--^-: 

Harvey  Rice,  Master  of  Engih*  Repairs,  Pier- 
mont  Sh^p,  Piermont,  N.  Y. 

James  B.  Gregg,  Master  of  Engine  Repairs, 
Susquehanna  Shop,  Susquehanna,  Pa. 

J.  A.  Hart,  Master  of  Engine  Repairs,  Dunkirk 
Shop,  Dunkirk,  N.  Y. 

To  LocomotiTe  Kngine  Bull-, 
(lers  and  £n§riueei's. 

THE  Proprietors  offer  for  rent  for  a  terra  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  verj'  heavy  expense ; 
are  of  a  niot<t  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &-C.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans," 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  oftered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  famish  tbe  Engines  and  Machinery, — 
(or  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  tlie 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 

New  Orleans;  '- 
and  further  information  may  be  had  by  applyiof - 
to  Messrs.  Bahbtow  &  Vovs,   Pine  Street,  New 
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BLAKE'S     . 
PATENT  FIKE-PROOF  PAINT. 


f.:.. - 


THIS  extraordinary  substance  has  now  been  tested  nearly  nine  years,  and  its  Fire  and  Weather  Proof  qualities  a»c  most  txtraordinary.     Instead 
of  the  actiou  of  the  weather  destroying  the  coating  as  it  does  ordinary  paints,  it  only  serres  to  turn  it  to  a  perfect  sUie  or  stqne,  protecting  whatever 
covered  from  the  action  o(fire  and  weather,  as  will  bo  seen  by  the  testimony  of  the  following  persons. 


BoRTON  Green,  being  called  in  the  case  of 
Blake  vs.  Belknap,  after  being  duly  sworn,  testi- 
fies and  says,  that  he  residei  in  Ohio.  A  few  days 
since  examined  a  house  that  had  been  painted 
nearly  eight  years  with  said  paint,  and  to  all  ap- 
pearance, it  was  as  perfect  as  the  day  it  was  put 
on,  and  could  even  now  set  distinctly  the  brush 
marks  upon  the  surface. 

Norman  Rcdd  being  called,  and  duly  sworn 
in  the  above-mentioned  case,  says  that  he  was 
owner  or  part  owner  of  a  large  Machine  Shop 
situ-ite  in  Newmarket,  N.  H.,  that  the  Shop  took 
Are  and  burned  down,  loss,  $50,000.  The  roof  of 
a  large  Foundry  near  by,  was  covered  with  this 
paint,  a  Cupola  upon  the  Foundry  was  not  painted ,  \ 
it  took  fire  and  fell  on  to  the  roof  and  burned  up, 
without  apparently  injuring  the 


char  the  boards  underneath. 


Office  of  thi  Philadelphia  tc  Rkadisg  Railroad  Co.  )     Office  or  Master  Iuf  Road.  Baltimore  6i.  Ohio  R.  R.  i 

PhUadelphia,  Juif  I6th,  1860.      S  i  BaUirmtre,  Km.  Sd,  I8&1. 

Dmr  Sir  ;— ThisCooipany  have  be«i  uid  are  using  BLAKE'S^  Dear  Sir  :— After  iwia^  "Bhke'g  Patent  Otuu  Fire  Procf  Paint ' 
FIRE  PROOF  OHIO  PAIXT  extensiveiy  for  Bridge*  and  for  the  last  year,  I  havfe  concluded  to  gi<ie  you  an  ad.litiooal 
Buildings.  In  the  course  of  time  it  Ixxjotnes  ver>-  hard,  and  order  for  40  l>bl».  I  feel  a  pleasure  in  saying  that  1  cuoaider  it 
seems  to  be  both  Are  asd  water  proof  imdcr  any  ordinary  cir-  tlie  lieat  material  for  co^uringWoiHL  Brick,  or  Iron,  now  in  use. 
cumatances.     We  decidedly  prefer  it  for  the  purposes  namedj  RoepectfuUyprour  Olidt.  Serraot. 

above,  to  aay  paint  we  have  hitherto  uaed,  as  it  cuata  less  and  |  ff.  BOLLMAN,  Ma>iter  of  Rosd. 

is  much  more  durable.  |  !  — 

JOHN  TUCKER,  PrestdeatiScPiRiXT'T  Office,  Bicbmond  &  Frkdibicksbcro  R.  B.  ^ 
.  —  I  j  \0Tfmber  *ith,  19hl.      \ 

Ssgihesr's  Departmbvt,  P.  R.  R.  Co.  ^  j     Dear  Sir  :— la  repJy  to  your  iDquir>- in  rcfereuce  to  uuraad*' 
Philadelphia,  Feb.  llth,  1860       S  Action  with  Blake's  Pafeot  Paint,  soM  us  last  Spring,   I  would 
Dear  lir  :— Having  used  Blakex  Fire  Proof  Paint  on  this  Road  say  that  we  are  eo  well  pleaded  with  it  that  I  should  like  to  have 
for  two  years  past,  I  am  sulHcieatly  satisfied  wiih  its  superiority  you  ship  us  seven  bbts,  fuore  of  the  Chocolate  at  your  awlieM 
lo  continue  its  application  to  all  the  structures  and  cars  on  the  convenience.    Yuura,  itc. 

line  of  Uie  Pwhhl  railroad     Yours,  very  respecifully  I  T|108.  SHARP,  Bupt  R.  F.  and  P.  R.  R. 

J.  EDGAR  THOMPSON,  Chief  Engineer.  i  — 

'.     •      •■  —  Jcsctios  Hakover  CocBTT,  AbtrmAw  1«/,  1861. 

Office  Pens  a.  R.  B.,  April  Kth,  1852  1    The  Virginia  Central  -Eailroiid  Ca  have  been  and  are  uak« 

Dear  Sir  ; — Ship  immediately  tho  titty  barrel.s  yet  undelivered  Blake's  Fire  Proof  Ohio:  Paint  exleiisively  for  Bridgt-s,  Car-top^, 

of  our  order  for  one  hundred  barrelt  Blake's  Patent  Fire  Proof  &c.    Wc  decidedly  prefer  it  for  the  purposes  named  above  to 

e  t    *r^i  Painti  dated  Feb.  15th,  1851,  to  care  of  Strickland  Kneaa,  Esq  ,!any  paint  we  have  eveijused,  aa  it  coats  lew  and  is  much  morr 

root,  «XCepi   lO  l  xitocma,  and  care  of  John  Covorie,  Esq ,  PitUburg.  durable.  t 


i 


Yours  truly. 


J.  EDGAR  THOMPSON. 


Amesbury,  Conn.,  August  18th,  1861. 
We  w«re  present  at  the  burning  of  the  Amrs- 
bury  Factory,  which  was  struck  by  lightning  on 
the  10th  of  July  last,   and  which,   with   the  sur- 
rounding buildings,  was  paint«d  with  Blake's  Ohio 
Fire  Proof  Paint,  and  have  no  doubt  but  that  all 
the  surrounding  buildings  would  have  been  con- 
sumed had  they  not  been  paintt-d  with  said  paint. 
JOHN  TALBOT,  Superintendent. 
...  V  "^  :  '        DAVID  TALBOT,  Agent. 

-.  1^  ''■■''  Akron,  Ohio,  May  22d,  1850. 
This  may  certify  that  we  have  been  acquainted 
with  Blake's  Patent  Fire  Proof  Paint  for  some 
years,  and  are  well  assured  that  it  is  really  what 
its  name  indicates— ^re-j^ro^/.  We  consider  it  a 
better  fire  proof  than  tin  or  zinc,  and  will  insure 
buildings  covered  with  it  at  a  much  lower  premium 
than  those  covered  with  the  above-mentioned 
metals. 

H.  K.  SMITH,  Sec.  Summit  Mnt.  Fire  Ins.  Co. 

DAN'L  S.  LEE,  Ag't  of  Medina  Co.  Mut.  Ins.  Co. 

D.  R.  HADLEY,  Ag't  of  Surk  Mut.  Ins.  Co. 

R.  F.  CODDING,  Ag't  Portage  &-  Farm's  Ins.  Co. 

J.  A.  BEALES,  Ag't  Portage  Ins.  Co.        '  t- 

WHEELER,  LEE  &  CO.,  Col.  Ins  Co. 


Oeoroia  Railsoad,  Atigusta,  (ht.,  November  21th,  1851. 

Dttu:  t'ir :— Pk^ase  fUmiah  us  with  (aO)  thirty  bbla.  Blake's 

Fire  Proof  Paint,  Chocolate  Color.   We  have  been  using  BUike's 

Fire  Proof  upon  Freight  Cars  and  Buildings  for  the  last   three 

years,  and  it  givea  me  pleasure  to  state  tiiat  we  have  found  it 

both  more  economical  and  duraUe  than  auy  other  kind  of  paint 

F.  C.  ABMSfOen   Sui^'t. 

I  fuOy  concur  in  the  above  recommendation. 

JESSE  OSMOND,  Sup-t.  Car  Factory. 

Portland,  April  11/A,  1861. 
have  requested  Mr.  Emory,  Ag't  and  iiupd't 


Philad'. 


C.  R.  MABON,  Sopt. 


Dear  Sir 
the  Y,  &  C  Railroad,  to  give  you  an  order  for  twenty  bbis.  of 
Blake's  Ohio  Fire  Proof  Paint,  for  the  use  of  Ui  s  Roaiil ;  and  I 
take  pleasure  in  adding,  that  I  regard  it  as  an  artick;  superior  to 
auy  other  introduced  into  the  market  und  use,  as  also  more  eco- 
nomical in  price,  for  coating  Dupots,  Cars,  and  every  other  ma- 


WiLMiKOTox  &  Baltihork  R.  R.  ^ 
BaUimore,  SqH.  lOth,  Itbl  S 
I  have  used  Blake's  0hi«  Paiot  for  f>^r  y«ar«,  ai4  havefouod 
it  to  be  an  artick!  of  grt'at  rcooamy  and  value,  and  cak;uiated 
to  supersede  for  most  purposes  all  other  paints,  for  Public 
Buikl^iga  and  Private  £|e8ideiiceB. 

J.  B.  TRIMBLE,  G«oeral  Agent. 

Atlahta,  December  lOtK  1861. 
Bear  fir  :— Please  ae^d  me  for  the  Atlaiiu  and  Lagrange  Rail- 
I  road  Co.,  20  bbte.  Blaka'a  Fire  Proof  Paint,  Chocoiaie  Color.   I 
I  have  used  the  paint  foi'  various  purpa«««,  and  am  well  nlMed 
that  it  makca  a  go«d  anil  durable  coating. 

L.  P.  G^ANT,  Eng  &  Sup'L  A.  &  L.  Rwlrow]. 


Dear  Sir  : 


8*terist't'«  Office,  S.  W.  RaUroad.  ? 
[         Macon,  December  bib.  186L     S 
-Please  sl^p  us,  care  of  Central  Railroad  Agent, 


terial  of  wood  or  metal,  exposed  eitlier  to  fire  er  woattier ;   andlSavannah,  2  bbIs  BiakifsFite  Proof  PainL 
I  can  cheerfully  concur  in  reconimending  it  aecordingly  for  most!     I  have  used  on  the  Central  Railroad,  and  on  this  road  a  ecn- 
uses  and  roofs  generally.     Please  forward  the  amount  of  Mr  'siderable  quantity  of  thd  abo\r  Paint,  in  the  last  tour  years,  and 
Emory's  order  by  the  earliest  conveyance.                                     jbaqe  no  hesitaUoo  in  prMioujicingJt  the  b««t  aogering  tor  wood 
J.O.J^aMlTH,  President  York  andCusaborland  R.R, -"-'  ' '  ' 


that  I  know  ot;  as  a  prstectiop  from  tbe  wcauicr  or  fir& 

I  !  GEO.  W.  ADAMS,  Sup't. 

Macojt  &  'Westemi  R.  R  ,  Maetm,  Dec.  6/A.  1861, 
Dear  Sir :— You  will  blease  furnish  tor  this  Company  8  bbte- 
Fire  Proof  Pa;ut,  I  would  state  Uiat  we  have  used  consklerablel  Blake's  Patent  Fire  Proof  Paint,  (Black   cotor,)  and  4  bhh. 
of  it  during  ihs  last  two  years,  and  consider  it  a  first  rate  articte,iChocolate  cohjr— in  all  l>  hbls.  We  have  heretofore  uaed  Blaki's 


Camden  &  Aubot  Railroad  Office. 
Burdf^totm,  Mmrch  4/A,  1851. 
In  reply  to  your  intjuiry  aa  to  yuur  opiiiioo  of  Blake's  Ohio 


The  best  evidence  of  the  value  of  an  article,  is 
from  the  fact  of  persons  of  practical  skill,  having 
used  in  years  past  large  quantities,  and  still  con- 
tinue to  order  largely  for  future  use. 


and  bereufier  shall  prefer  it  to  any  other  paint,  for  Buildings 
Bridges  and  Cars  outside 

R.  S.  TAN  BANSELLER,  Su|ierinteadwit 

ExG'B's  OrviCB,  Baltimore  Jc  Ohio  &.  R. 
Dear  Sir :— Being  satislfed  with  the  testimonials  you  here  pro- 
duced, that  Blake's  Fire  Proof  Paint  which  you  have  for  sale  is 
a  valuable  article  for  the  purposes  wh  ch  ihey  mentioned,  I  now 

give  you  an  orJer  for  60  barn-is,  of  o50  lbs.  or  thereabouts,  of  higlily  pleased  with  it.    Tou  may  i-enH  us  twenty  barrels  of  the 
the  paiut ;  25  bbls.  of  Black  and  25  bbls.  Chocolate  color.    Coo-  paint ;  fifteen  of  the  ChCKolate  cotor  and  five  of  the  Slate  cotor. 
sign  the  paint  to  Jas.  B.  Jordon,  Mount  Clear  De|>ot,  Baltimore. 
B.  n.  L.\TROBE,  Chief  Engineer. 


Fire  Proof  Paint  on  Trejgbt  Cars  and  Buiklings  with  much  aatis- 
fUctk»,  cooeideriiif  it  beth  ccooocnical  ai>d  durable 

I  EMERSON  FOOTE,  Sup't, 

Nt  •;•■<-'•■.■':.         1       — 

MOHTOOXERT  &  W.  PoiKT  R.  B.  Co.  f 

\Monlgotnery,  January  2lst,  1862       S 
We  have  been  using: Blake's  Patent  Ohio  Fire  Proof  Paiut 
for  several  years  tor  painting  Cars  and  BuiMkigs,  sod  have  been 


Respectftilly, 

SAM'L.  ft.  JOKES,  Engineer  A.  Superinteodeiit. 


Notice  to  Contractors. 


jposal 
date. 


may    be    had    of  the    undersigned   after 


Jj^JKJttBtt..BES3B8^jjJllffiBiBB£i3SSSSBBlll:     Payments  will  be  made  in  current  funds  during 
kmVi/-VWfiili">WI      W--  -—      —.^'-M     ^^the  progress  of  the  work,  in  proportion  of  four-fifths 
Chief  Engineer's  Office,  i      !of  the  amount  due. 
Norfolk,  Va.,  Jan.  8,  1864.     J      j     Of  bidders  personally  unknown  to  the  under- 

SEALED  PROPOSALS  will  be  received  by  the;signed,  evidence  of  their  responsibility  will  be  ne- 
undersigned  at  this  Office,  from  the  Ist  until  cessary ;  and  of  those  to  whom  work  shall  be  al 


the  20th  day  of  March  next,  at  sundown,  for  the 

"  clearing"  and  "  Graduation"  on  the  line  of  the 

Norfolk  and  Petersburg  Railroad,"  between  that 


lotted,  will  be  required  bond  and  a|q)roved  securi- 
ty in  an  amount  not  exceeding  one-ttoenlielh  of  the 
amount  of  their  contract,  for  the  timely  and  futh- 


portion  of  said  road  now  under  contract,  and  itsjful  execution  of  the  sanoe. 

at  Petersburg — covering  a  distance  of     The  company  reserves  the  right  to  accept  such 


terminus  at  i'etersDurg — covering  a 

about  eighteen  miles ;  also,  for  the  "  Culvert"  and 

"  Bridge"    Masonry   of  the  last  section   of   said 

work. 

At  th«  same  time,  seaied  proposals  are  invited 
for  tho  "  Abutment"  Masonry  of  "  Bridges"  over 
the  Eastern  and  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sections  of  about 
three  miles,  and  bids  may  be  made  for  one  or  more 
of  said  sections 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  the  l8t 
of  March 

3peciQcatioDS  with  forms  of  contract  and  prO' 


proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  work 
at  all  seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  most 
responsible  contractors. 

W.  MAHONE. 
Chief  Engineer. 

January  19.     .     ^      >        .i: 


To  Contractors. 


LAFAYIETTE  RAILROAD. 

SEALED  PROPOSALS  wUl  be  received  by  the 
undersigned  a|  th«  Engineer's  Office  of  the 
Lafayette  Railroad^  No,  23  Spaulding's  Exchange, 
Bufiklo,  N.  Y.,  until  Tuesday  at  12  M.  the  7tb  day 
of  February  next, .  for  the  grading,  masonry, 
bridging  and  the  eiitire  constiliction  of  17  milea 
of  the  Lafayette  riilroad  from  the  State  line  of 
New  York  to  Lafayjette,  Pa.  Plans,  profiles  and 
specifications  are  r^ady  for  examination  by  parties 
wishing  to  contract^ 

Any  further  information  in  reference  to  the 
work,  may  be  abtalned  ^n  application  to  the  Hon. 
C.  8.  WoodhuU  1331  Nassau  str.,  New  York,  or  of 
the  undersigned. 

t.  R.  BLACKWELL, 
i  Chief  Engineer. 

Buffalo,  January  2Uhl  1854. 


FU'e  Brick*. 


SCOTCH  Patent-rlbr  •aJe  in  lots  to  suit  porcbas* 
era,  by  •     G.  O. 


NoTMob«19,iaK. 


EOBERTSON, 
136  Water  street,  eomer  of  Pine, 


«4 
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,'.  Valuable      ;;^>    , 

Engineering  and  Mechanical  Works, 

l.MroRTED  and  For  SiLE  by 

JOHN  WILEY,  167  Broadway. 

SCOTT'S  ENGINEERS'  AND  MACHI- 
NISTS' ASSISTANT,   2  vols.  Quarto..  .$20  00 

TREDGOLD    on    the  LOCOMOTIVE  EN- 
GINE, half  calf 16,00 

^  on   the  MARINE  ENGINE, 

•      :   *  •:  '^      half  calf 24  00 

'     :T/W    •       on   the   STATIONARY  EN- 
GINE, &-C.,  half  calf 24,00 

TREATISE  on  the  STEAM  ENGINE   by 

the  Artizau  Club 6,00 

WEALE'S  THEORY,  PRACTICE  and  AR- 
CHITECTURE of  BRIDGES,  3  large 
vols.,  half  bound 26,00 

WEALE  S  SUPPLEMENTARY  VOL.  (joat 

published),  half  bound 14,00 

TRAUTWINE   on  RAILROAD  CURVES, 

turk 1,00 

'  ..*  -  o-j,  -IS        on  EMBANKMENTS  AND 

EXCAVATIONS 1,00 

WILSON'S   HANDBOOK   of  PLAIN  and 
:      ORNAMENTAL    MAPPING,    and    En-       :  • 
gineering  Drawing,  for  Civil  and  Mecha- 
nical Engineers 7,60 

WOOD'S    PRACTICAL     TREATISE    on 

RAILROADS,  8vo 5,00 

RYDE'S  TEXT  BOOK  for  the  USE  of  AR- 
CHITECTS,  ENGINEERS,  SURVEY- 
ERS,  &c.  1  vol  Royal  8vo 8,50 

GREGORY'S  MATHEMATICS  for  PRAC- 
TICAL mSN.  8vo 6,00 

BARLOW  on  the  STRENGTH  of  MATE- 
RIALS and  on  CONSTRUCTION 4,50 

LARDNER  on  the  STEAM  ENGINE.  New 

Edition 2'00 

SCRIBNER'S  ENGINEER'S,  SURVEY- 
OR'S and  CONTRACTOR  S  POCKET 
TABLE  BOOK... 1,50 

SCRIBNER'S  ENGINEER'S  and  MECHA- 
NIC'S COMPANION 1,60 

BUCK  ON  OBLIQUE  BRIDGES.  Illust- 
rated with  Plans,  &c 4,00 

EXAMPLES     of    RAILWAY     MAKING. 

With  PRACTICAL  ILLUSTRATIONS..     3,50 

SIMM'S  on  LEVELLING  and  SETTING 
OUT  RAILWAY  CURVES.  8vo 3,25 

SIMM'S  on  MATHEMATICAL  INSTRU- 
MENTS, 8vo 2,25 

HAUPT  on  BRIDGE  CONSTRUCTION. 
8vo 3,00 

QUESTED'S  TREATISE  on  RAILWAY 
SURVEYING  and  LEVELLING.     8vo...     1,76 

Together  with  an  extensive  assortment  of  Books 
in  every  department  of  science.  ,  ^*^^-^ 


LAWRENCE  SCIENTIFIC  SCHOOL, 
Harward  University. 

THE  next  Term  of  this  Institution  will  open  on 
the  secend  day  of  March,  1864,  and  continue 
twenty  weeks 

Instruction  by  Recitations,  Lectures  and  Prac- 
tical Exercises,  according  to  the  nature  of  the 
Study,  will  be  giveti  in : 

Astronomy r.'l.rr —  by  Messrs.  Bond. 

BoUny „  Prof.  Gray. 

Chemistry,    analytical     and 

practical „  Horsford. 

Comparative    Anatomy    and 

Physiology „      „  Wyman. 

Engineering ,       „         Enstis. 

Mathematics „      „        Pierce. 

Mineralogy „      „  Cooke. 

Physics „       „  Lovering. 

Zoology  and  Geology „      „  Agassiz. 

For  further  information  concerning  the  School 
application  may  be  mad«  to  Prof.  E.  N  Horsford, 
Dean  of  the  Faculty. 

Cambridge,  Mass.,  January  1864.      ■•~v-*.' 


NEW  YORK. 

Wroui^tat  Iron  Rallroa^ 
Chair  Company, 

Offi.ce,  38  Erchnvge  Place,  New  York. 

A.  B.  Lansino,  President. 


FULTON  CAR  WORKS, 

CIFCINNATI,  OHIO. 

WE  reitpectftillji  call  tb«  attentioti  of  Railroad  CompiiBicH  aod 
''  Contractor*  in  the  West  and  l^outh  to  our  eetaMishmeot. 
Our  lUcilities  Tor  inaiuifacturing  are  oxtunsivu,  our  work  is  made 
from  the  bodt  mat(>nul  the  country  affords,  and  of  the  mod  su 
perior  worknianHhip,  we  are  i>ropared  to  execute  to  order  oo 
Hhort  notice  PaKseii^^or  Cars  of  the  most  approved  deecripticn 
and  elegant  tiulxli.  Bagi^ge,  Freight,  Cattle  and  Q  ravel  Cars, 
also  Craiilc  and  Lover  IlHtid  Car-^,  Triieki-,  and  Railroad  work 


gene  rail). 

Washburn 


Car  Wheels. 


THIS  Company  Is  prejarol  lo  receive  orders  for  the  mano- 
faoture  of  Wrxiughl  Iron  Uailroad  Chain  of  the  best  ma- 
terial, on  a  new  and  superior  model,  aod  by  Unproved  patented, 
machinery.  { 

The  thickne^  of  the  Lips  of  the  Chair  increases  through  the 
bend,  where  the  greatest  strength  is  required,  and  diminishes 
towards  the  edge  ;— so  that  a  less  weight  of  metal  may  be  used 
and  a  strength  acquired  equal,  if  nol  superior,  to  that  of  a  heavier 
Chair  of  uniform  thickness. 


GALENA   &  CHICAGO   UNION   R.  R.   CO. 

Secretary's  office,  Chicago,  JanWy  2\lh,  1854. 

Notice  to  Stockholders. 

NOTICE  is  hereby  given  to  the  Stockholders 
of  the  GALENA  &  CHICAGO  UNION  R.  R. 
CO.,  that  a  dividend  often  percent,  ou  the  capital 
stock  paid  in  (entitled  ta  dividends)  for  the  six 
months  ending  January  Slst  1854,  has  been  de- 
clared. 

The  Income  of  the  road  having  been  used  for 
construction  purposes,  the  dividend  will  be  pay- 
able, on  and  after  the  first  day  of  February  next 
at  the  office  of  the  Company,  in  dividend  certi- 
ficates, redeemable  at  the  pleasure  of  the  holder 
in  fall  paid  Consolidated  Stock  of  the  Company 
when  presented  at  this  office  in  terms  of  One 
hundred  dollars. 

By  order  of  the  Board  of  Directors, 

W.  M.  LARRABEE,  SecreUrv 


Having  xccured  the  exclusive  right  to  make  and  sell  tliis  cele- 
brated wlieel  in  Cincinnati,  Covington  and  Newport,  we  are 
prepared  to  tUmish  theiu  in  any  quantity,  either  fittetl  with  axles 
or  Re|iarate.  These  wheels  are  made  of  the  Itst  o'  jrn?;,  mixed 
with  most  approvetl  mariner. 

Cincinnali,  O/tio,  Janiuirij  18/A,  1854. 

KECK  &  IICBD.KKD. 

Rail  Road  Letting. 

PROPOSA 
the  Company  in  the  City  of  Evan.sville,  Indiana, 
until  6  o'clock,  P.  M.,  of  Wednesday,  \^tk  day  of 
February,  1854,  for  the  Grubbing,  Grading  and 
Bridging  of  that  part  of  the  1st  Division  of  the 

EVANSVILLE,  INDIANAPOLIS,  AND  CLEVE- 
LAND STRAIGHT-LINE  RAIL  ROAD, 

Extendinj,'  from  Evansville  to  the  Crossing  of  the 
Ohio  and  Mississippi  Rail  Road,  in  Daviess  Coun- 
ty, a  distance  of  titly-four  miles. 

The  work  will  be  divided  into  sections  of  about 
one  mile  each,  and  proposals  will  be  received  for 
one  or  more  sections,  or  for  the  whole  line. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 
Ist  of  February,  and  all  necessary  information 
given  on  application  to  W.  C.  Moore,  Chief  Engi- 
neer. 

0.  H.  SMITH,  President, 

W.  CARPENTER,  Vice  Phkst.    * 

Evansville,  Jan.  2,  1854. 


NEW  YORK  &  ERIC  RAILROAD. 

Nkw  York,  Decrmher'6\,  1853.         t 

THE  NEW  YORK  &  ERIE  RAILROAD  COMPANY,  have  for  sale  on  favorable  terms,  the  fol- 
lowing Schedule  of  Rolling  Stock  of  the  Gauge  of 

FOUR  FEET,  TEN  INCHES,  ,„ 

all  of  which  can  be  delivered  immediately.  ''~  ''^■ 

It  can  b«  seen  at  Paterson,   and  is  the  entire  stock  of  the  Union  Railroad,  the  Paterson  9l 
Ramapo  Railroad,  and  the  Paterson  &  Hudson  River  Railroad. 

Reasonable  credit  will  be  given  on  the  above,  on  satisfactory  security. 

CHA'S  MINOT,  SWY.V    • 

;:VvV"'-r"''--;''':';''^: :!■.■;:-.        schedule.  ■,.-  V 


ENGINES. 


-      MAKER.   '•«*:'>.'.:*: 


H 
Q 


R.  L.  Colt . . .  N«w  Jersey  Locomotive  Co 16 

Union Rogers,  Ketchum,  &  Qrosvenor.  15 

New  York.  ..  do.  do.  U% 

Ramapo do.  do.  14)^ 

Passaic do.  .  do.  14>^ 

Paterson do.  do.  12 

Whistler Made  in  Baltimore 11 

McNeil Made  in  Liverpool 9% 

BY    WHOM 


U) 

'-■■-    f^^^\ 

o 

WHEEL. 

CONDJTION.                       !*■*   '■ 

09 

20 

5    feet 

Good.                                 »   ■■  % 

20 

6      „ 

Good. 

18 

6      ,. 

Good. 

18 

6      „ 

Wants  painting  &,  small  repairs. 

CARS. 

DESCRIPTION. 

2 

. .  Passenger, 

8t 

vheel 

2 

do. 

8 

do. 

2 

do. 

8 

do. 

4 

do. 

8 

do. 

2 

. .    •    do. 

8 

do. 

2 

do. 

8 

do. 

1 

do. 

8 

do. 

1 

..Baggage, 

8 

do. 

6 

do. 

8 

do. 

1 

do. 

6 

do. 

8 

. .  Box  freight,8 

do. 

18 

do. 

4 

do. 

16 

. .  Platform, 

8 

do. 

9 

do. 

4 

do. 

1 

do. 

6 

do. 

2 

do. 

8 

do. 

22  5|  „  do.               do. 

22  5  „  do.               do. 

16  6  ,,  Wants  much  repairs. 

16  4  ,,  In  bad  order. 

CONDITION. 


do. 
do. 


MADE. 

. .  Cummings  &  James,  Jersey  City .  Good. 

. .  Wm.  Cummings,  Jersey  City Good,  but  wanta  painting. 

. .  Tracy  &  Fales.  Hartford Very  good. 

. .  Springfield  Car  &  Engine  Co Good,  bnt  threa  want  painting. 

. .  A.  T.  Pearce,  Norwich Good. 

. .  Eaton  &  Gilbert,  Troy Want  repairs. 

. .  New  York  &  Erie  R.  R.  Co Good,  new.  !^ 

do.  do.  Good.  ^ 

. .  Unknown Want  small 

do do. 

. .  New  York  &  Erie  R.  R.  Co Good. 

, .  Unknown Want  small 

..New  York  &.  Erie  R.  R.  Co Good. 

..Unknown Want  considerable  repairs 

do do.  do.  do. 

do do.  do. 


repairs, 
do. 


repairs. 


;  :■—'  .1-  :■  ? 
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1^"  The  Mechanical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 
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The  New    Theory  of  Taxation   In  Pennsyl- 
vania. 

The  legislature  of  Pennsylvania  has  finally 
repealed  the  charter  of  the  Franklin  Canal ;  and 
we  presume,  ere  our  paper  goes  to  press,  will  have 
taken  formal  possession  of  the  road. 

Whatever  may  be  the  complications  in  which 
the   Erie  affair  has  become  involved,  there  is  no ! 
doubt  that  the  whole  difficulties  have  their  origin '. 
in  the  determination  on  the  part  of  Pennsylvania 
Mt  to  allow  an  uniform  gauge  through  her  north- 1 
western  frontier  ui  •a  the  line  occupied  by  the 
Lake  Shore  road. 

The  avowed  object  of  the  break  of  gauge,  is  to 
benefit  Erie;  and  to  check,  to  use  a  favorite 
phrase  of  our  rieighbor,  "  the  grasping  and  unscru- 
pulous ambition  of  New  York."  The  break  it  is 
hoped,  will  check  the  current  of  Western  trade  in 
the  direction  of  that  city. 

To  tax  commerce  has  always  been  one  of  the 
favorite  modes  by  which  all  governments,  and  all 
persons  in  possession  of  power,  have  sought  to  de- 
rive a'revenue.  But  however  laid,  it  has  always 
been  dooe  with  a  show,  or  pretence  of  a  compensa- 


tion to  the  payer,  in  the  shape  of  protection,  or  of 
some  facility  or  advantage  extended  to  him.  The 
favjige  chieftain,  darting  out  from  hi.s  lair,  com 
mutes  with  the  unlucky  merchant  for  a  right  to 
seize  the  whole  property  of  the  latter,  who  may  be 
well  content  to  give  up  a  part  of  his  merchandize 
as  a  price  for  retaining  the  remainder.  In  civi- 
lized communities  the  arbitrary  right  of  the  sav- 
age is  exercised  by  law,  uniform  in  its  operations, 
and  claiming  to  promote  the  highest  advantages 
of  the  whole  community.  In  the  latter  case,  taxes 
are  paid,  not  so  much  as  a  compensation  for  pro- 
tection, as  for  the  enjoyment  of  some  privilege  by 
the  tax  payer,  as  the  use  of  a  road,  harbor,  light 
house,  etc.,  etc. ;  or  for  the  purpose  of  defraying 
the  necessary  charges  of  government,  by  which 
all  parties  are  equally  benefitted.  Such,  among 
civilized  States,  is  the  theory  upon  which  the  right 
of  taxation  rests.  It  is  submitted  to  on  the  same 
ground  that  a  merchant  devotes  a  part  of  bis  in- 
come to  the  protection  and  care  of  his  property, 
or  to  the  education  and  well-being  of  bis  family. 
He  feels  that  the  demands  which  society  creates, 
must  be  met  as  certaialy  as  must  those  of  the 
individual;  consequently  no  man  complains  in 
paying  a  reasonable  tax,  for  public  purposes,  any 
more  than  he  does  iu  paying  for  his  dinner. 

A  tax  to  be  cheerfully  paid  must  be  of  tho 
character  described.  There  must  be  a  mutualiti/ 
in  the  transaction  by  which  the  benefits  and  the 
burdens  are  shared.  When  the  benefits  and  tho 
burdens  are  not  theoretically  equal,  a  tax  is  •dious. 
Such  is  a  tax  upon  the  mere  right  to  more  proper- 
ty. A  person  feels  that  a  gross  injustice  is  done 
him,  by  compelling  him  to  pay  a  certain  sum  for 
the  mere  privilege  of  crossing  the  boundaries  of  a 
town  or  State.  If  this  sum  is  levied  as  a  thing 
due  from  a  person  to  the  State,  a  sum  which  he 
pays  in  common  with  all  his  fellow  citizens,  then 
the  manner  in  which  it  is  paid  becomes  imm<\teri- 
al.  In  theory,  at  least,  he  gets  his  money's 
worth,  and  is  satisfied. 

But  to  be  compelled  to  pay  wUhotd  any  equiva- 
lent, is  felt  to  be  an  intolerable  burden.  In  this 
light  were  viewed  many  of  the  taxes  imposed  by 
the  several  States  previous  to  the  confederation. 
It  was  felt  there  was  no  justice,  nor  reason,  in 
compelling  a  person  to  pay  a  certain  sum  for  the 
privilege  of  driving  a  fiock  of  cattle,  or  sheep. 
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might,  in  a  great  meksurd,  be  superceded ;  that  a 
ight  be  made  up  of  the  nu- 
onels,  and  tbat  by  uniting 
expdbses  of  the  whole  might, 
particulars,  be  reduced  Iq 
such  a  saving,  was,  as  before 
stated,  the  leading  motive  that  lead  to  the  forma- 
tion of  the  general  ^ovdinment,  which  both  aa- 
serted  the  rights  tl  at  were  previously  common 
to  its  several  members,  aid  expressly  prohibited 
the  latter  from  imposing  any  burdens  ui>on  the 
commerce  between  tlie  several  States;  no  matter 
what  the  objects. 

But  a  privilege  which  ^11  tradition  had  shown 
to  be  so  valuable,  was  not  to  be  practically  given 
up  without  a  struggle.  '  Several  of  the  States 
sought,  at  different  t|mcs,  to  violate  the  terms  of 
the  compact  of  the  general  government,  in  indi- 
rect ways,  but  in  the  endi  were  always  restrained 
by  the  legal  tribnnalii.  ijie  decisions  of  such  tri- 
bunals had  come  td  cooimand  verj-  nearly,  not 
onlj'  common  consent,  butfthe  general  approbation 
and  to  be  followed  by  j almost  universal  sub- 
mission to  their  spiifit  and  letter.  The  internal 
commerce  of  the  c*<t>untrj-  was  i)ractically  free 
from  all  burdens,  and  any  charges  imposed  upon 
it  were  designed  to  pi  omote  its  advantage. 

Railroads  were  chartered  and  constructed  in 
view  of  their  adaptation  t<>  a  system  embracing  a 
whole  country,  instea^  of  »  State.  Locil  liounda- 
ries  were  entirely  disregarded,  on  the  ground  that 
the  surest  way  to  ac^vance  the  greatest  good  of 
the  individual,  was  to  proqiote  the  aggregate  good 
of  all.  The  lines  of  our  railroads,  therefore,  pay 
no  attention  to  the  boundaries  of  the  Slates.  They 
are  co-extensive  witjh  the  whole  country.  The 
different  parts  of  the  >«ad  from  New  York  to  Chi- 
cago, are  but  compleijients  of  oii^  line.  So  is  the 
road  fVom  this  city  t<^  Charleston  and  Savannah. 
Such  should  be  the  fact.  The  road  should  correspond 
to  its  objects  and  use^,  and  as  commerce  is  purely 
cosmopolitan,  so  should  be  its  instruments,  rail- 
roads. 


:u<i- 
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But  at  this   late   day  a   new  doctrine    is    prc- 
claimed,  which  strikes  not  only  at  the  existence 
of  commerce,  but  of  all  political  organization,  by 
destroying   the  very   reasons    upon    which   it   is 
founded.    The  State  of  Pennsylvania,  through  iis 
Governor  says  :  "we  interpose  ourselves  between 
important  sections  of  the  country,   and  we  will 
turn  our  position  to  our  own  aflvantage."     Direct 
taxation  cannot  be  imposed.  The  law  againat  it  is 
too  palpable.     Imposts,  and  capitation  taxes  can- 
not be  levied  for  the  same  reason.     But  ingenuity 
has  found  out  a  new  mode  of  turning  the  "posi- 
tion" of  the  State  to  account ;  and  this  is  by  com- 
pelling every  pound  of  produce  and  of  merchan- 
dize ])assing  through  a  portion  of  the  State,  to  be 
lifted  from  one  car  to  another,  for    the  purpose  of 
giving  employment  to  a  certain  number  of  the  po- 
pulation of  a  feeble  and  emaciated  borough  !  This 
is  an  invention  which  neither  savage  cunning,  nor 
civili2ed  rapacity  ever  dreamed  of      These  had 
some  respect   for  show ;  a   plauvible  case,  as  an 
apology  for  plundering,  bad  to  be  made  out  to 
make  the  thins  practicable ;  the  improvement  of 
a  highway ;  the  support  of  some  charity,  or  some 
institution,  the  rciison  of  which  had  long  since 
faded  away ;    perchance  to  erect  a  monument  to 
some  canonized  saint ;  some  excuse  of  sufficient 
force  to  satisfy  the  public  mind,   and  to  give  an 
air  of  justice  to  the  affair,  had  always  to  be  put 
forth.    But  Pennsylvania  has  got  far  beyond  such 
antiquated  notions.     She  assumes  to  tax  the  com- 
merce of  the  country  by  forcing  it  to  support  a 
few    riotous    vagabonds,  by   employing  them  in 
transferring  freight  from  one  train  of  cars  to  an- 
other.    Such  sublime  truths  in  the  science  of  po- 
litical economy  it  seems  to  be  her  mission  to  evolve, 
and  of  Governor  Bigler,  to  announce  to  the  world. 
The  discovery  is  a  great  one.     The  past  ages 
present  nothing  to  be  compared  to  it;  the  present 
no  parallel.     Such  discovery  coul  J  not  have  been 
made  outside  of  Pennsylvania.    She  clearly  is  the 
in,Tentor,  and  it  is  right  that  she  should  reap  the 
■  reward.     Let  us  see  what  this  will  be. 

The  reward  will  be  the  employment  of  a  few 
persons  at  labor  entirely  useless,  and  worse  than 
useless ;  because  a  change  of  freights  must  always 
be  attended  by  great  destruction  of  property.  All 
labor  expended  in  transferring  freight  from  car  to 
car,  is  worse  than  wasted.  It  may  give  employ- 
ment to  a  certain  number  of  persons,  but  com- 
merce could  better  afford  to  pension  them  off,  by 
giving  them  ten  times  the  amount  of  their  wages, 
than  to  suffer  the  losses  that  breaks  of  gauges  oc- 
casion. No  labor  is  ever  raluable  to  the  State, 
that  is  not  productire.  It  would  be  vastly  better 
for  Pennsylvania,  and  for  Erie,  that  the  labor  of 
the  citizens  should  be  directed  to  some  profitable 
pursuit,  and  which  would  add  something  to  the 
aggregate  property  of  society.  Certainly  there  is 
De  want  of  employment,  of  profitable  employmant 
in  this  country,  at  as  good  or  better  prices,  as  wil] 
be  paid  probably  by  the  Railroad  Companies  at 
Erie.  Why  then  not  have  the  people  of  that 
town  pursuing  some  honest,  productive  and  honor- 
able occupation,  inste.id  of  aiding  them  to  levy 
black  mail  out  of  the  public  ;  a  vocation  which 
cannot  fail  to  exert  a  most  disastrous  and  de- 
moralizing effect  even  upon  the  persons  so  en- 
gaged. 

We  do  not  think  it  worth  the  while   to  devote 
laucb  time  to  the  discussion  of  the  expediency 


or  propriety,  of  having  a  break  of  gauge  for  the 
purpose  of  deviating  business  from  New  York  and 
turning  it  to  Philadelphia.  It  is  easy  to  see  that 
all  such  measures  inevitably  recoil  upon  their 
authors.  The  Western  people  who  arc  chiefly  con- 
cerned in  this  matter,  will,  we  have  no  doubt  settle 
it  to  suit  themselves.  The  more  they  are  punished 
for  not  going  to  Philadelphia,  the  less  will  they  go 
there.  They  will  never  be  bullied  into  trading  with 
that  city.  As  stated  in  a  previous  number  of  our 
paper,  where  one  dollar  is  made,  ten  will  be  lost 
to  that  city  by  the  policy  Pennsylvania  is  now 
pursuing. 

In  CTery  point  of  view  is  Pennsylvania  the  loser 
by  a  break  at  Erie,  as  far  as  its  direct  results  are 
concerned.     But  taking  it  in  all  its  consequences, 
she  must  be  a  tremendous  sufferer.    She  will  lose 
credit  both  at  home  and  abroad.     Her  railroad 
companies  will  find  their  securities  entirely  shut 
out  of  the  general  market.     She  will  be  avoided 
by  all   the   States,   whose  business  she  seeks  to 
control,  if  for  no  other  reason  than  to  retaliate 
upon  her,  the  injuries  they  have  suffered.   Already 
have  her  securities  suffered  a  serious  depreciation, 
which  is  still  going  on  without  any  apparent  limit 
The  Bonds  of  the  City  of  Pittsburgh,   a  city  ol 
100,000  inhabitants,  which  recently  commanded 
par,  can  be  had  at  87  i,  with   no  sales   at  that. 
Much  thelargest  part  of  this  fall  is  directly  due  to 
the  Erie  riots.     If  the  Bonds  of  a  city  like  Pitts- 
burgh are  so  much  affected,  how  will  those  of  a 
railroad  fare  ?    They  cannot  be  sold  at  all.    The 
only  purchasers  are  the  owners  of  railway  proper- 
ty injured  by  the  Erie  riots.     Pennsylvania  in  thi> 
matter  is  fighting  a  battle  with  the  whole  world 
upon  her  back.     Every  holder  of  our  Americaii 
securities  is  in  league  against  her.     They  see,  if 
Governor  Bigler's  doctrine  is  to  prevail,  that  theii 
property  may  not  be  worth  a  dollar.     They  will 
not  touch  the  securities  of  a  State  that  proclaim.'' 
and  maintains  such  abominable  doctrines.    Penn- 
sylvania policy  has  become  as  odious  among  the 
money  lenders  of  England,  Germany  and  France, 
as  among  the  farmers  of  Ohio.     Years  will  not 
suffice  for  her  to  outgrow  the  blow  she  has  inflicted 
upon  her  credit  and  those  of  her  railroads. 

While  she  has  excited  such  formidable  enemies 
in  front,  she  will  raise  up  others  hardly  less  formid- 
able in  her  rear.  She  dictates  a  policy  the  most 
offensive  possible  to  every  Western  man.  If  for 
every  pig,  or  sheep,  or  every  bushel  of  corn,  or 
barrel  of  flour,  he  sends  through  Erie,  he  is  com- 
pelled to  pay  a  tax  to  sustain  a  rotten  borough, 
the  Mayor  of  which  tells  us  would  be  ruined 
without  the  privilege  of  imposing  such  tax,  oui 
word  for  it,  he  will  pay  nothing  but  the  tar.  He 
will  not  long  pay  even  the  tax.  Such  foolery  will 
not  be  tolerated  in  this  country.  It  Pennsylvania 
has  any  wisdom  left,  she  will  sec  this  and  not 
provoke  the  maintenance  of  a  quarrel,  her  posi- 
tion ill  which,  is  most  absurd  and  intolerable. 


Ohio  and  Indiana  Railroad. 

The  Ohio  and  Indiana  Railroad  is  now  com- 
pleted to  Patterson,  on  the  Mad  River  Road.— 
West  of  Patterson,  to  the  Indiana  line,  the  work 
is  being  prosecuted  with  energy,  and  large  quan- 
tities of  iron  (T  rail)  are  now  in  store  at  Sanduskj 
and  Toledo,  for  laying  the  unfinished  portion.— 
The  completion  of  the  whole  line,  from  Crestline 
tePort  Wayne  may  be  looked  for  in  the  early  part 
of  next  season. 


OlcConnella'  l<oc»motlvcs« 

The  Practical  Mechanics'  Journal  for  December, 
1853,  contains  a  longitudinal  section  of  McCon- 
nell's  express  Locomotives,  upon  the  London  and 
North-western  Railway.  Much  has  been  publish- 
ed in  regard  to  these  engines,  and  much  has  been 
claimed  for  the  value  of  the  new  principles  em- 
bodied in  their  construction. 

The  engines  were  designed  in  the  expectation  of 
making  the  distance  between  London  and  Birming- 
ham, 112  miles,  in  2  hours.  To  accomplish  thi» 
the  general  dimensions  and  plan  of  the  engines 
were  as  follows :    '  [ 

Inside  connection ;  one  pair  of  leading  and  one 
pair  of  trailing  wheels.  Outside  and  inside  frames, 
Cylinders  18  inches  in  diameter ;  24  inches  stroke ; 
drivers  7  feet  6  inches  in  diameter ;  leading  wheels 
4  feet  6  inches  and  trailing  wheels  4  feet  in  diam- 
eter. 

The  boiler  is  11  feet  9  inches  long  in  the  cylin- 
der, and  4  feet  3i  inches  in  external  diameter,  the 
waist  and  outer  firebox  being  of  Bowling  iron  ^ 
inch  thick.  The  firebox  is  of  copper ;  is  70  inches 
long  on  grate.  Depth  of  furnance  at  door  plate  82 
inches,  and  5  inches  less  at  front  plate,  or  plate 
next  to  tubes.  Width  of  grate  48  inches.  Th« 
furnace  is  extended  within  the  waist  of  the  boiler 
4  feet  9  inches  beyond  the  usual  position  of  the 
tube  sheet,  forming  a  "  combustion  chamber,"  sur- 
rounded by  water.  As  the  combustion  chamber 
is  stayed  to  the  waist  of  the  boiler  it  is  not  neces- 
sary that  the  circular  form  should  be  preserved. 
The  under  side  is  accordingly  recessed  to 
give  room  for  the  clearance  of  the  cranks.  Nine 
inches  are  gained  in  this  manner.  A  "  mid  feath- 
er" is  also  inserted  longitudinally  in  the  furnace. 
There  are  303  brass  tubes,  7  feet  long  and  li  inches 
diameter.  The  pistons  are  of  wrought  iron ;  the 
springs  of  India  rubber;  the  leading,  trailing  and 
tender  axles  are  tubular.  The  valve  motion  is  the 
shifting  link.  The  steam  pipe  is  in  the  form  of  a 
broad  fiat  belt,  standing  with  its  fiat  side  opposite 
the  ends  of  the  tubes.  Tubular  stays  are  passed 
through  the  steam  pipes  for  the  purpose  of  sur- 
charging the  steam  with  the  waste  heat  from  the 
tubes. 

The  economy  of  the  combustion  chamber  and 
short  tubes  has  been  strenuously  supported,  it 
having  been  claimed  to  be  equal  to  a  reduction  of 
nearly  50  per  cent,  taking  the  same  load  the  same 
distance.  It  has  been  ascertained,  however,  that 
the  waste  heat  in  the  smoke-box  is  about  1100°, 
while  in  ordinary  engines  it  averages  only  about 
600°,  thus  showing  a  great  waste  of  heat. 

The  weight  of  this  engine  is  28  tons,  (_of  2240 
lbs.,)  empty,  and  81  tons,  or  about  69,500  lbs.,  in 
running  order.  The  large  dimensions  of  this  en- 
gine, joined  with  the  unfavorable  arrangement  of 
an  inside  connection,  shows  the  capacity  of  the  4 
feet  84  inch  gauge,  that  of  the  London  and  North- 
western Railroad.  t 

We  regard  the  illustrations  of  these  engines, 
contained  in  the  Mechanics'  Journal,  as  exempli- 
fying a  thorough  and  first  class  tlescription  of 
workmanship,  rather  than  any  especially  useful 
principle  not  before  usedr  ft  is  quite  well  ascer- 
tained that  with  coke,  which  contains  a  much 
greater  proportion  of  carbon  than  any  other  fuel, 
that  combustion  is  practically  perfect  in  ordinary 
locomotive  furnaces.  Fuel  having  an  inferior  pro- 
portion of  carbon  would  therefore  be  perfectly 
consimied  with  a  suflacient  supply  of  air.     The 
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use  of  mid  feathers  and  projecting  furnaces,  to  in- 
crease the  area  of  heating  surface,  is  more  expen- 
sive and  less  efficient  than  where  the  same  surface 
is  disposed  in  the  tubes.  The  great  object,  we 
conceive,  in  the  boiler  constructed  by  MeConnell, 
(for  which  Joseph  Harrison,  of  Philadelphia,  ob- 
tained a  patent  in  England,)  is  the  means  of  re- 
ducing the  height  of  the  boiler  with  an  inside  con- 
nection. An  outside  connection  would  accomplish 
the  same  object  and  aSbrd  other  advantages  of 
equal  importance.  z.  c. 


CoBt  of  Traiisportntioii  and  Depreciation 

of  Iron  on  the  Western  Kailroad  of 

Massnchnsetts. 

The  cost  of  carriage  of  each  ton  of  freight  or 
passenger,  per  mile,  over  the  Western  Railroad  in 
1862,  was  1,402-1,000  cents;  there  being  an  equi- 
valent to  46,911,123  passengers  or  tons  of  freight 
carried  for  that  distance.  In  1853,  carrying  65, 
638,698  pa.ssengers  or  tons  of  freight  one  mile,  the 
cost  was  1,391>-1,000  cents  each. 

The  number  of  miles  run  was  947,382.  The 
expenses  of  road  repairs  was  17^  cents  per 
mile  run ;  repairs  of  Engines  6^3  cts.  per  mile  run ; 
transportation  expenses  42.92  cents  per  mile. 

Id  regard  to  the  depreciation  of  iron  the  statistics 
in  the  report  of  the  Directors  enables  us  to  gather 
the  following  facts.  The  road  from  Springfield  to 
Albany,  102  miles,  is  of  a  single  track.  This  part 
of  the  road  was  opened  through  to  Albany  in  1842. 
and  since  1851  about  36  miles  have  been  relaid 
with  new  iron,  while  it  is  expected  that  about  20 
miles  will  require  to  be  relaid  each  year  for  the 
next  three  years.  At  the  end  of  14  years,  there- 
fore, from  the  opening  of  the  road  it  will  have 
been  relaid  throughout  with  new  iron.  The  busi- 
ness over  the  road  is  heavy.  We  are  not  able  to 
state  jjrecisely  the  business  done  over  this  part  of 
the  line,  but  the  whole  line  from  Worcester  to  Al- 
bany, 156  miles,  and  which  now  has  44  miles  of 
second  track,  has  borne  the  wear  of,  8,135,778 
miles  of  running  by  locomotives,  from  the  first  of 
January,  1842  to  November  30,  1853.  The  num- 
ber of  passengers  carried  in  that  time  were  4,495,- 
395,  of  which  362,193  were  through  passengers 
between  Albany  and  Worcester.  A  lar^e  part  of 
the  way  travel  was  received  from  the  New  York 
City  line  of  roads,  the  "way"  travel  having  in- 
creased over  60  per  cent,  since  1849,  the  year  of 
the  opening  of  the  New  York  City  line,  while  the 
"  through"  travel  has  increased  only  13  per  cent, 
in  the  same  time.  This  "  way"  travel,  received 
from  New  York,enters  the  Western  road  at  Spriig- 
field,  and  passes  over  the  54  miles  between  that 
point  and  Worcester.  A  movement  of  freight  has 
been  made  ovar  the  Western  road,  from  January 
I,  1846  to  November  30,  1853,  equal  to  1,244,532 
tons  over  the  whole  length  of  the  road,  or  equal  to 
194,137,108  tons  moved  one  mile. 

From  the  results  of  the  working  of  the  Western 
road  it  thus  appears  that  a  road  chiefly  of  single 
track, doing  a  business  about  as  heavy  as  most  first 
claws  roads  engaged  in  the^same  character  of  traf- 
fic, will  require  to  be  relaid  with  new  iron  every 
twelve  years. 

The  Report  says  "  the  principle  adopted  in  re- 
laying the  road,  is  to  remove  from  a  given  section 
all  the  old  rails.  Such  as  are  not  too  much  worn 
serve  for  temporary  repairs  on  other  parts  of  the 
line,  while  those  which  have  become  thin,  or  in 
any  other  manner  unsafe,  are  cat  up  and  re-rolled, 


as  stated  in  former  reporta.  By  this  mode  of  mak- 
ing the  renewals,  the  ir«n  is  alike,  as  nearly  as 
may  be,  and  we  have  not  a  new  rail  interposed 
between  two  old  or  worn  out  rails." 


Effects  of  MeltinfT  on  tlie  StreBCth  of  Iron> 

William  Fairbairn,  of  Manchester,  England, 
who  has  become  celebrated  for  his  researches  in 
the  slrenglh  of  niaterials,  has  undertaken  experi- 
ments, at  the  rerjuest  of  the  British  Association, 
upon  the  effects  of  repeated  meltings  upon  the 
strength  of  iron. 

It  has  been  commonly  supposed  that  iron  de- 
preciated sensibly  in  strength  afur  tlirt-e  or  four 
meltings,  but  the.se  experiments  have  shown  this 
opinion  to  ht  erroneous.  One  ton  of  hot-blast 
iron  was  experimented  upon ;  the  quantity  of 
coke  ;ind  flux  being  accurately  noted  at  each  trial. 
Precautions  were  taken  that  the  cooling  and  mode 
of  pouring  should  be  in  each  case  alike,  so  as  noi 
to  affect  the  result.  Tlie  iron  was  run  into  one- 
inch  square  bare,  and  lengths  of  seven  feet  were 
supported  on  two  points  and  weights  applied  to 
the  center  until  the  bar  broke. 

It  wa.s  found  that  the  strength  of  the  bars  in- 
crea.sed  uj)  to  the  iwell'th  melting,  after  which  it 
rapidly  diminished  with  each  successive  melting. 
The  breaking  weight  at  the  commencement  was 
403  lbs.,  and  the  deflection  of  the  bar  before 
breaking  14  inches.  At  the  twelfth  melting  the 
breaking  weight  was  725  lbs.,  and  the  deflection 
\%  inches.  At  the  13th  melting  the  breaking 
weight  was  671  lbs.,  at  the  fifteenth  391,  at  the 
sixteenth  363  and  at  the  seveuteeutli  330  lbs. 

In  the  fracture  made  after  the  fifteenth  melting 
there  was  a  bright  rim,  like  silver,  surrounding 
the  interior  which  was  of  the  usual  crystalline 
structure.  This  bright  silvery  fnicture  extended 
in  the  sixteenth  and  seventeenth  specimens  till  it 
p«rvaded  the  mass,  which  then  resembled  cast 
steel. 

Are  not  these  results  valuable  in  their  applica- 
tion to  castings  for  important  purposes,  as  for 
parts  of  steam  machinery,  car  wheels,  tires,  etc. 
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Kconomlcal 'Working  of  Grades. 

BY    ZERAH    COLBCRN. 

In  the  last  number  of  the  Journal  I  endeavored 
to  show  that  the  disadvantage  of  grades  was  ma- 
terially influenced,  not  only  by  their  disposition, 
but  by  the  capacity  of  the  motive  power  employed 
to  operate  them.  The  adaptation  of  locomotives, 
with  reference  to  th»  physical  features  of  a  line  of 
road,  has  much  effect  in  the  oost  of  operation ; 
and  more  with  freight  than  with  passenger  en- 
gines. Leaving  out  the  consideration  of  the  ef- 
fects of  heavy  exp  e.ss  trains,  there  is  no  doubt 
that  concentration  of  poirer  is  the  secret  of  true 
economy  in  working  a  heavy  freight,  and  e  special- 
ly upon  an  undulating  road.  The  carriage  of  coal, 
which  demands  the  greatest  economy  owing  to 
the  relation  between  the  bulk  and  value  of  that  ar- 
ticle, has  been  reduced  on  the  Reading  Road,  to 
the  lowest  limits  of  cost,  chiefly  through  carry- 
ing maximum  trains.  The  engines  on  that  line, 
weighing  from  55,000  to  60,000  lbs.  Uke  a  net  load 
of  600  tons  of  coal,  exclusive  of  cars.  The  favor- 
able gradient  of  that  road  is  an  important  ele- 
ment. With  the  same  grades,  engines  of  but  half 
the  power  of  those  in  use  would  draw  but  oue-balf 


the  above  load,  while  the  i  gross  expense  of  run- 
ning would  be  fully  threi-fourths,  if  not  more, 
for  each  train  moved. 

Locomotives  only  c.xer ,  thc'r  greatest  useful 
power  at  speeds  of  from  ei  ;ht  to  fifteen  miles  per 
hoar.  This  range  ef  Economical  velocity  depends 
upon  the  dimensions  (f  th;  engine  and  the  pres- 
sure of  the  steam,  but,  what  are  usually  termed 
"low  speeds"  arealwjus  t! le  most  e<:onomical  for 
heavy  freight,  while  t  lere  is  generally  no  necessi- 
ty fur  moving  such  fr  light  at  anything  like  pas- 
senger train  speed.  1  he  11  lotive  power  of  those 
roads  whose  freight  transportation  is  effected 
with  the  greatest  ec(  nom  r,  i4  adapted  only  for 
low  speed,  not  ^'cnerally  J  bove  tw<jlve  miles  an 
hour  when  in  motion. 

.Joined  with  conccn(rate(  power  at  low  speed  is 
the  distribution  of  wei  *lit  <  f  the  engine.  An  en- 
gine of  thirty  tons  weight  i^ill  not  produce  much 
more  wear  of  track  tlian  at  other  engine  of  twenty 
tons,  provided  the  we  ght  on  each  iwheel  is  the 
same.  This  principle,  l)osiles  being  founded  on 
phy.sical  facts,  is  susfaine<  by  the  operation  of 
those  roads  upon  whi:'h,  \'hilethe  iwhole  weight 
of  the  engines  has  bee  1  increasetl,  the  weight  on 
each  wheel  has  been  l^ept   ibout  the  same. 

The  use  of  coupled  triveis,  by  which  the  neces- 
sary adhesion  is  obtaiced  \iith  an  economical  dis- 
tribution of  adhesive  wei<  ht,  has  Ibeen  carried 
out  to  a  greater  exten;  in  .Imerica  than  in  other 
countries.  It  is  found  that  the  disadvantage  of 
the  friction  involved  ii  i  co  mected  drivers  is  no- 
thing compared  with  t  le  sjving  by  relieving  the 
track  from  excessive  cod  centratioo  of  weight. 
The  single  pair  of  drii  ers,  an  established  feature 
in  English  engines,  ha}  been  loaded  In  that  coun- 
try with  from  ten  to  fi  "teenl  tons,  twelve  being  a 
common  allowance  ;  a  nd  u  pon  passenger  engines, 
moving  forty  to  sixty  milas  an  hour,  the  eflTects 
have  been  well  indicated  iq  the  unceasing  outcry, 
on  the  part  of  railroa<  meb,  of  the,  'destruction 
of  the  permanent  way  "J  .     j 

These  principles  are  applicable  ti  transporta- 
tion on  level  roads ;  w  lile,  |  where  the  resistances 
are  increased  by  grade  i,  thfe  engines  require  to  be 
heavier,  the  speed  slower,  land  the  weight  of  the 
engines  divided  upon  a  greater  number  of  points. 

The  working  of  the  Balttoiore  and  Ohio  and  of 
the  New  York  and  Eri ;  ro^ds  shows  the  applica- 
tion and  results  of  th  ese  lirinciples.  The  grades 
of  the  Erie  road  were  jiven  in  last  week's  Journal 
and  the  capacity  of  ( he  ^Irie  engines  also,  for 
freight  trains,  while  ii  i  th(j  Journal  bf  November 
26th,  1853,  the  dimeusionk  were  given  in  detail 
for  every  engine  on  thi  t  road. 

The  Baltimore  and  Ohio  road  has  only  4  miles 
of  grades  in  a  distance  lof  179  miles  between  Balti- 
more and  Cumberland,  in  n^hich  the  rate  of  ascent 
is  over  40  feet  to  the  i  lile.  t  On  these  4  miles  the 
rise  is  82  feet  per  mile.  West  of  Cumberland 
there  are  a  succession  of  116  feet  grades,  anl  for 
a  distance  of  33  miles  the  pnost  part  is  on  grades 
of  from  100  to  116  fee  t  per]  mile. 

The  following  is  a  Ii;  t  of  the  engines  of  the  Bal- 
timore and  Ohio  railrowi,  ^ivingT,he|r  dimensions 
and  weights,  heating  smface,&c.  It  was  furnished 
to  the  writer  by  Samu<  I  J.  iayes,  Esq.,  the  Master 
of  Machinery  of  the  r sad,  land  includes  the  en- 
gines contracted  lor,  over  4nd  above  those  on  the 
road.  The  number  of  engi»ies  on  the  road.  Sept, 
30th,  1853,  was  167. 
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EXHIBIT  OF  MOTIVE  POWER,  BALTIMORE  AND  OHIO  RAILROAD. 

FREIUHT   ENGINES. 
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The  preceding  table  shows  the  fc^llowing  facts : 
85  of  the  freight  engines  are  alilce,  and  their  di- 
mensions may  bo,  therefore,  assumed  as  a  stand- 
ard. These  engines,  under  an  effective  pressure 
of  75  lbs.  per  square  inch  of  the  piston,  exert  a 
tractive  power  of  13,852  lbs.  at  the  rims  of  the 
\rheels,  to  balance  which  the  adhesion  must  bf 
fully  one-fourth  of  the  weight  of  the  engine.  These 
engines  use  0,772  cubic  feet  of  steam  per  mile, 
besides  the  amount  lost  in  ports  and  cylinde 
ends. 

There  is  no  inc\i  freight  engine  on  the  road  a.' 
one  of  four  drivers  and  trucks ;  the  old  stereotyp 
ed  plan  of  New  England  freight  engine. 

JJo  engine  on  the  road  has  over  7,916  lbs.  upon 
a  single  wheel,  except  five  engines  whicli  wei\ 
built  in  AV«?  England.  Xo  freight  engine  hai- 
over  7,500  lb?,  oa  a  wheel,  and  the  slandaro 
freight  engines  have  but  7,375  lbs.  on  each  of  the 
heaviest  loaded  wheels. 

The  standard  freight  engines  are  not  calculated 
to  run  much  above  twelve  miles  per  hour,  and  oii 
the  ordinary  level  parts  of  the  road  do  not  carry 
over  an  average  of  90  lbs.  steam. 

Five  of  the  freight  engines  are  larger  than  the 
standard,  having  20  inch  cylinders,  and  weighing 
57,400  lbs.  One  of  these  has  taken  a  train  of  225 
tons,  7  miles  per  hour,  on  a  grade  of  116  feet  pei 
mile  ;  to  do  which  a  tractive  power  of  15,722  lbs 
at  the  rims  of  the  wheels,  or  77  lbs.  per  square 
inch  of  the  piston,  were  required. 

The  largest  number  of  the  freight  engines  are 
burning  bituminous  coal,  while  many  of  the  pas- 
senger engines  are  bein^  adapled  for  burning 
coke. 


Erie. 

18  in 

20  " 

62  '• 

4 

63,000  lbs 

10,500  " 

784  " 

3,958  " 
$10,500 


12  miles  per  hour. 
90  lbs. 


Over  200  of  this  stock  of  engines  have  cast  iron 
chilled  slip  tires,  or  solid  chilled  driving  wheels, 

To  continue  the  comparison  between  the  work- 
ing of  the  engines  of  the  two  roads 

B.  &0. 
Diamater  of  cylinder.         19  in. 

Stroke 22  " 

Diameter  of  drivers . .         43" 
.Vumber  of        do.    . .  8 

Weight  of  engine 51,200  lbs 

Greatest  weight  on  one 

wheel 7,375  " 

Tons  load  with  75  lbs. 

of  steam 1,385  " 

Steam  used  per  mile, 

cubic  fi 6,772  " 

Cost  of  engine $9,750 

Working  speed 

Working  pressure .... 

In  regard  to  the  pressure  used,  and  speed  made, 
>n  the  Erie  road,  it  may  be  hardly  fair  for  me  (o 
jtate  what  I  know  upon  that  point.  The  present 
naster  of  machinery,  however,  at  Piermont  has 
Assured  me  that  previous  to  his  coming  upon  the 
road,  the  engineers  used  often  to  "  wedge  their 
valves,"  as  he  believes,  to  200  lbs.,  and  furthermore 
—that,  even  now,  32,V^  ton  freight  engines,  with 
their  traits,  are  run  down  grades  at  speeds,  in 
some  cases,  of  45  miles  per  hour;  and  that  often, 
>n  some  parts  of  the  Eastern  Division,  the  freighc 
engineers  will  take  and  maintain  the  lead  of  the 
expres.1  trains,  keeping  out  of  the  way  for  .several 
nailes  on  a  stretch. 

In  the  last  number  of  the  Journal  it  was  stated 
that  owing  to  the  difference  in  the  grades  of  the 
Eastern  and  Delaw  are  Divisions  of  the  Erie  road, 
two  or  three  trains  were  made  up  on  the  former 
for  ooe  for  the  latter. 

J 


Tet,  notwithstanding  the  differences  in  the  re- 
sistances on  these  divisions,  there  is  not  a  corres- 
|)onding  adaptation  of  engines  to  work  them.  The 
following  table  shows  the  ruling  grade  of  each  di- 
vision, and  ihp  steam  used  per  mile,  in  cubic  feet, 
for  the  average  of  the  engines  marked  as  "  freight 
engines''  in  the  recent  report  of  the  company. 

Ruling  Grade.     Steam  used. 

Eastern  Division 60  feet.        3,658 

^Delaware     "      15    "  3,709 

Susquehanna  Division 10    "  3,590 

Western  "       .50     "  3,931 

The  average  for  the  Eastern  Division,  which  is 
less  than  for  any  other  fexcept  the  Susquehanna 
includes  two  engines  of  the  constniction  and  di- 
mensions of  the  standard  Baltimore  engine;  either 
of  which  can  haul  25  cars  over  the  division  in 
place  of  14  by  the  other  engines.  Without  regard 
to  this  fact,  and  although  the  Baltimore  engines 
have  cost  far  less  for  repairs  than  most  of  the 
others,  they  have  not  been  used  on  regular  freight 
trains ;  simply  because  they  could  not  run  at  the 
speed  which  has  become  customary  with  the  freight 
trains. 

The  system  of  divided  trains,  in  which  one  or 
two  trains  are  behind  another,  involves  frequent 
and  expensive  accidents,  often  attended  with  loss 
of  life.  "  Rear  collisions"  have  become  very  fre- 
quent on  the  division,  and  the  utmost  care  cannot 
prevent  them  so  long  as  the  present  system  con- 
tinues. 

To  do  an  economical  business,  ihe  different  divi- 


*60  feet  grades  for  a  few  miles,  on  which  assist- 
ant engines  are  used.  The  consumption  of  steam 
per  mile  of  these  engines,  riot  included  in  tb« 
average,  is  6,849  cubic  feet. 


AMERICAN    RAILROAD    JOURNAL. 


69 


•ions  of  the  Erie  road  should  have  engines  adapt- 
ed to  their  grades.  Concentrated  power,  distributed 
weight,  abscence  of  dead  weight,  and  low  speeds, 
must  be  the  means  b}*  which  this  shall  be  accom- 
plished. The  road  will  suffer  more  than  $150,000 
yearly  in  its  future  business  without  sucb  adapta- 
tion. 


Philadelphia,  Wilmington  and  Daltimore 
Railroad  Company. 

We  have  received  the  annual  report  of  the  pre- 
sident and  directors  of  this  company,  from  which 
it  appears  that  its  business  has  largely  increased 
during  the  past  year.  Its  receipts  were — for  pas- 
sengers, S696,618 ;  for  freight  and  express  §120,- 
236  64;  for  rents,  S13,683  20;  for  mails,  &c., 
$37,500— total  £868,037  84.  The  expenses  amount- 
ed to  S522,949  82 ,  leaving  as  the  net  earnings  of 
the  year,  the  sum  of  8345,088  02 ;  in  addition  to 
&  surplus  of  $54,750  67  on  hand  last  year,  mak- 
ing an  aggregate  of  $399,838  69. 

In  addition  to  the  surplus  of  $399,838  69,  is  to 
be  added  the  year's  receipts  of  the  Newcastle 
Company,  amounting  to  874,430  19 — making  a 
sum  of  $174,268  88,  of  which  $105,485  23  has 
been  paid  for  expenses,  including  tax  on  capital 
and  bonus,  and  interest — leaving  a  jointsurpl  us 
of  $368,783  65.  Of  this  sura  $77,000  was  paid  on 
the  2  per  cent,  dividend  in  April,  1852;  $151,591 
66  the  3  per  cent,  dividend  in  October,  on  old  and 
new  stock  and  tax  ;  $60,000  carried  to  the  renew- 
al funds  of  the  two  comj)anics — leaving  a  surplus, 
after  dividends  and  rcnewiils,  of  $80,191  99 

A  comparison  of  the  revenue  of  both  lines,  for 
the  year  ending  Nov.  30th,  1853,  with  that  ending 
Nov.  30th,  1852,  shows  an  increase  in  the  aggre- 
gate of  $182,604  57,  while  a  comparison  of  the 
receipts  of  the  Newcastle  line  for  tliesame  period, 
shows  a  decrease  of  $17  647  52.  The  increase  of 
revenue  on  the  road  from  Baltimore  to  Philadel- 
phia, over  1852,  is  $200,252  09. 

The  whole  number  of  through  first  cla.«;s  pas- 
sengers, including  through  tickets  to  and  from 
other  roads,  and  passengers  between  Philadelphia 
and  Baltimore,  on  the  railroad  in  1852,  128,428^^, 
paying  $374,612  48 ;  of  second  class,  8,409,  pay- 
ing $16,122  87.  Total  from  through  passengers 
in  1852,  $390,635  34.  The  whole  number  of  first 
class  in  1863,  was  177,348,  paying  $513,219  80;  of 
second  class,  7,736>2,  paying  $15,217.  Total  from 
through  passengers  in  1853,  $1:28,436  80,  showing 
a  gain  of  $187,801  46  in  the  through  travel,  in- 
cluding that  between  Philadelphia  and  Baltimore, 
by  railroad,  as  compared  with  the  year  before. 

The  whole  number  of  way  passengers,  by  the 
railroad  line,  in  1852,  was  251,918>2,  paying$132,- 
129  48.  In  1863,  the  number  was  331,578>^,  pay- 
ing $168,181  20,  showing  a  gain  in  receipts  from 
way  travel  of  $36,051  72,  and  a  gain  iu  numbers 
of  79,660  passengers. 

Sufficient  iron  has  been  purchased,  with  the 
amount  on  band,  to  lay  fifteen  miles  of  double 
track  from  Philadelphia  to  Wilmington,  and  this 
work  will  be  continued  from  year  to  year,  until 
there  is  a  double  track  all  the  way  to  Baltimore. 
At  present  the  road  is  in  a  high  state  of  repair 
and  efficiency.  The  construction  of  the  bridge 
across  the  Susquehanna,  at  Havre-de-Graoe,  will 
be  pushed  forward  with  all  practicable  speed.  A 
reduction  of  fare  between  New  York  and  Washing- 
ton, and  New  York  and  Baltimore,  simultaneous 
with  a  reduction  between  Philadelphia  atid  Balti- 


more, has  been  unsuccessful,  but  it  is  anticipated 
that  the  various  roads  concerned  will  yet  unite  in 
the  measure. 


State  Finances* 

<     .  NEW    YORK. 

The  finances  of  New  York  are  conducted  on  the 
account  of  several  funds.  The  "  General  Fund  " 
is  set  apart  for  the  ordinary  expenses  of  govern- 
ment and  the  payment  of  appropriations  not  speci- 
fically due  to  other  funds.  The  operations  in  this 
fund  for  the  year  ending  September  30th,  1863, 
were  as  follows. 

Deficiency  at  end  of  previous  year. .  .$188,582  83 

Payments  duririg  the  year 1,004,678  77 

Transferred  to  other  funds  for  inter- 
ests due  them 26,663  35 


$1.,219,824  95 


S>ate  of  fl/ie  Treasury. 
Balance  on  band,  SeptJ  30th,  1852. .  $177,378  08 
Receipts  from  all  sourdes .  , .  . .  2,356,658  20 


Payments  for  all  purpo  ses 


$2,534,036  28 
.   2,460,011  12 

374,025  IG 


Balance  on  hand,  Sept '30th,  1863 

Ili.IKOIS. 

The  following  is  the 'statement  of  the  receipts 
and  expenditures  at  the  Stat©  Treasury  for  the 
thirteen  months  ending  Dec.  31st : 
Receipts    for  revenue 

P251,6R8  62 
146,373  30 


purposes, 

On  hand,  Dec.  1st,  1852 


Receipts    on    account    of  General 

Fund $769,278  58 

Transferred  from  other  funds 31,333  46 


Total  receipts S«00,61 1  99 


Deficiency  in  rev  nuc    Sept.  30th, 

1853 $419,212  9C 

On  account  of  the  "General  Fund 

Debt   Sinking    Fund"   there    has 

been  paid $828,517  53 

Balance  due  on  previous  year 61,967  45 

Returned  to  other  funds  ." 4,080  21 


$894,665  19 
Received   into  thid   fund   from   the 
treasury 837,575  20 


Balance   duo   Treasury  Sept.  30th, 

1853 $56,989  99 

"I  he  condition  of  ibis  fund  is  as  follows. 

Balance  due  Treasury,  as  above S56,989  99 

Amount  of  fund  invested  in  stock 60,153  32 


Deficiency  in  fund,    September  30th, 

1853 $6,836  67 

The  valuation  of  real  and  personal  estate,  based 

u|)on  the  returns  made,  and  upon  the  retur-  s  for 

1852   where   returns    have    not   been    made,   is 

$1,200,000,000,  upon  which  an  assessment  of  one 

mill  per  dollar  will  yield  $1,200,(K)0.     The  stati- 

debt  is  as  follows. 

"Astor  debt",  6  per  cent.,   redeem- 
able at  pleasure $561,600  00 

Stock,  5  per  cent.,  redeemable  Jan'y 

Ut,  1855 ....,.,.     348,107  00 

Ithaca  and  Owego  R.  R.     . 

4>^  per  cent.  red.  Jan'y  Ist,  1864     587,700  00 
5      „      „        „      „      1st,  1865      28,000  00 

Can.njoharie  and  Catskill  R.  R. 

5  per  cent.  red.  July  1st  1858. . .      100,000  00 


do. 


>2    iu  1859  and 


^o'  i"  I860 100,000  00 

Revenue  deficiency  Stock,  5  per  cL, 

18o8 ;.,.,. . .     422,961  20 

New  York  and  Erie  R.  R. 

4>2'  per  cent.  1859 ... .  $300,000    .       ■■. 

53^    „        „     I860....     400,000    .       :     '  •. 

5}^   „       „     1861..  ..1,200,000 

0       „       „     1861 ....    200,000 

6       „       „    1862....    900,000  3,000,000  00 


From  which  payments 
have  been  made  as 
follows : 

To  purchase  State  in- 
debtedness   pi37,018  82 

Education  of  deaf  and 
dumb 25,000  00 

All    other     appropria-i'  j 

tions 190,577 188- 


$398,061  92 


against    ^he 
date,  I  a- 


Balance  in  the  Treasurj',  Jan'y  1st, 

1854 

Outstanding    claims 

Treasury  at  the  oatic 

mounting  to— say 

Receipts  fr$m  special  taxes. 
Const  tutional  two  milt  tax. . 

Interest  fund  tax 

Insane  hospital  tax  . .  j .  . .  . . 
Institution  for  the  blinfl  tax. 


Total  special  taxes. 
Total  revenue 


868,596  20 


$39,465  78 


20,000  00 

285.258  41 

217.743  61 

'49,752  33 

29.675  88 


£582,330  12 
251, 6«8  62 


Amount  of  State  Stock $4,858,268  05 

Comptrollers  Bonds 1,374691  45 

Indian  Annuities 122,694  37 

General    Fund    Debt,    Sept.    30th, 

1853 $6,356,654  37 

Contingent  SUite  debt 931,644  83 

Canal  debt 15,50l'269  16 

Canal  revenue  certificates 1.500,000  00 


Total  State  debt  absolute  and  con- 
tingent  $24,288,608  36 


Total  payments  into  the  Treasury.     $831,018  76 
In   addition   to    the    $bove  fax«-5, 

there  has  been  receired  from  the 

recent  sales  of  Statt  lands,   and 

paid  to    the   Governor,   for  the 

l>urchase  of  State  ihdebtedness, 

the  sum  of J L..         97,000  00 

WISCONSIN. 

The  whole  sum  paid  into  the  Treasury  for  1§53 
amounted  to  about  $300,000 ; — disbursements 
$262,717  45.  The  gciieral  expenses  of  the  State 
for  the  present  year  is^  estimated  at  $147,210  70 
and  tie  means  relied  ijpon  to  iiieet  them,  at  $160,- 
017  74.  The  School  fund  January  1st,  1863,  a- 
mounted  to  $1,141,804  24,  arising  almost  exclu- 
sively from  sale  of  lan4s  granted  by  C  mgress,  and 
the  amount  for  the  support  of  common  schools  the 
present  year  is  $97,39^  39.         i 

LOUISIANA.     I  " 

The  message  of  Go\-crnor  Hebert,  of  Louis{.tna, 
estimates  the  debt  prober  of  the  State,  including 
t'>e  bonds  issued  for  subscriptions  of  stock  to  New 
Orleans  and  Jackson,  ^he  New  Orleans  and  Oi>e- 
loHsas,  and  the  Shre^port  and  Vicksburg  Rail- 
road, is  $3,281,809  4li  Under  the  operation  of 
the  law  passed  at  the  last  session  to  provide  for 
the  deficiency  of  the  3tate  resources  by  a  loan  of 
$750,000,  the  receipt*  of  the  Treasury  for  the 
current  year  have  amoRiuted  to  $2,148,407  65.  The 
expenditures  for  the  s.-ime  period,  for  the  ordinary 
expenses  of  the  govefnraent  alid  to  meet  the  ap- 
propriation made  by  t\e  last  Legislature,  amonnt 
to  $1,340,443  30,  showing  a  surplus  of  receipts 
over  expenditures  of  $808,024  35. 

Alovemeut   of  'Wlieat    and   Ftour  over   the 
MichiKan  Sontli«rn  Railroad  in  1853. 

Barrels  of  flour  carrjed  during  the 

year  ending  Nov.  30th,l  1853 , 144,061 

Bushels  of  wheat  dol ; 1,242,281}.^ 

Adrian,  Coldwater  |ind  La  Piorte  supplied  the 
largest  lots  of  wheat,  and  Tccumsah,  Goshen, 
South  Bend,  Constant  ne  and  .^drianthc  largest 
lots  of  flour. 
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Ohio  and  Pcniiaylvaala  Railroad. 

The  sixth  annual  report  of  the  President  »nd 
Directors  of  this  Company  was  read  at  the  annual 
meeting  at  Pittsburgh,  Jan.  26th.  The  following 
embraces  the  principal  pait  of  this  document. 

To   THE    SrOCKHOLDKRS    OF    THE    OhIO    AND    PeNN- 

OYLTAXiA  Railroad  Company: 
Gentlemen : — The  President  and  D!recto"s  of  the 
Ohio  uiid  Pennsylvania  Railroad  Conipany  take 
pleasure  in  presenting  to  the  Stockholders,  theii 
sixth  annual  report  since  the  commencement  oi 
the  undertaking,  and  the  first  since  the  whole  road 
■was  opened  for  use  ;  and  in  congiatulatii;g  them 
»ipon  the  eminent  success  which  has  crowned  t!i< 
enterprize. 

The  very  small  means  with  which  the  work  was 
begun,  and  the  active  hostility  of  opposing  inter- 
ests with  which  it  was  met,  admonished  the  office) s 
of  the  Company,  at  an  early  day,  of  the  necessity 
of  great  •xertions  to  pnss  the  road  forward  t'^ 
completion,  in  the  confiilent  belief  that  when 
the  work  was  done,  it  wmild  fultil  the  exj^jc 
tations  of  its  friends;  both  in  its  prolltableness  t<> 
the  stockholders  and  its  u.-*;'fuli)ess  to  tho  public. 
The  result  has  fully  equalled  our  iiopos  in  both  (»1 
these  important  i)artienl.irs. 

On  the  11th  of  A!)rilla;:t,  Ih;' roal  was  opener! 
from  Pittsburgh  to  Cit  stiin",  1^7  miles ;  and  as 
Boon  after  as  tho  reijui-iitt;  .Trranijem.'nts  could  be 
made,  an  Express  tr.iin  was  put  nimn  it;  Jlie  time 
of  running  which  has  been  r.'dueed  to  seven  lionrs  ; 
so  that  passengers  ;.re  brought  from  Cimnnnati  to 
Pittsburgh  in  fourteen  hours  aMd  a  <iu.irter;  at  the 
low  fare  of  seven  dollars  for  a  first  chiss  jtassenger, 
and  five  dollars  far  one  takin:r  a  second  class  tick- 
et. At  these  rat'S  a  >uccess('nl  competition  with 
the  steamboats  (»n  tlie  Ohio  River  has  been  main- 
tained. 

Passengers  are  also  ticketed  to  and  from  Louis- 
Tille,  Indianapoli.j,  .St.  Louis,  Chicago,  Detroit,  To- 
ledo, Cleveland,  and  otlier  iniportant  points. 

The  extraordinary  (U'veloj)nie:it  ofilie  local  bn- 
Biness  of  tfic  line,  and  of  the  trade  and  travel  be- 
tween the  nnmerons  towns  ujion  it,  is  one  of  the 
most  gratifying  re;Milts  of  the  business  of  the  pasi 
year.  It  has  t,»x.-d  tlie  eijuipineJit  of  the  road  to 
its  utmost  capacity,  and  has  demonstrated  the  ne- 
cessity of  immediately  increasing  tlie  number  ol 
engines  and  cars  to  an  extent  adequate  to  its  ac- 
commodation. 

It  will  be  seen  from  the  Report  of  the  Chief  En- 
gineer and  Superiutendert,  that  the  general  re- 
sult of  the  working  of  the  road  for  the  year,  has 
been  as  follows  : 

Receipts  in  1853 §608,004  4'J 

Expenses     "        ;;01,63'J  .36 


Net  receipts .f»o66,365  13 

Which  has  enabled  the  Board  to  declare  two 
semi-annual  dividends  to  the  Stockholdi;rs,  the 
first  of  three  and  a  hall,  and  the  second  of  fonr 
per  cent.  Tlie  net  revenue  of  the  road  for  the 
year,  after  jiaying  expenses  and  interest,  has 
been  about  nine  per  cent,  on  the  amount  of  the 
stock. 

The  receipts  of  the  first  half  of  the  year  were 
about  forty  thousand  dollars  per  month,  and  of 
the  last  half  more  than  seventy  thousand  dollars; 
which  great  increase  justifles  the  belief  that  the 
earnings  of  1854  will  be  much  larger  than  those 
of  last  year. 

The  patronage  of  the  public  thus  liberally  be- 
stowed upon  the  road,  calls  for  corresponding  ex- 
ertions on  the  part  of  the  Company,  to  merit  its 
continuance  and  increase.  A  douhle  track  has 
been  begun,  and  twelve  miles  of  it  are  now  nearly 
completed,  extending  from  Pittsburgh  to  Sewick- 
ley.  The  second  track  should  be  extended  to  New 
Brighton,  twenty-eight  milts  from  Pittsburgh,  as 
soon  as  it  can  conveniently  bo  done.  The  road 
bed  is  already  graded  for  it.  Surveys  have  been 
made  for  widening  the  roa<i  bed  between  Alliance 
and  Massillon,  which  will  not  be  an  »xpensive 
work ;  and  the  double  track  from  Alliance  west- 
ward ought  to  be  begun  at  an  early  day. 

In  the  beginning  of  the  year  there  were  twenty 


Locomotive  Engines  upon  the  road.  The  num- 
ber now  ia  thirty-one,  and  ten  more  have  been 
contracted  for,  several  of  which  are  ready  for  de- 
livery. Unexpected  delays  in  the  leceipt  of  ma- 
cliinery  have  been  productive  of  much  inconveni- 
ence and  disappointment. 

It  is  the  intention  of  the  Board,  with  the  appro- 
bation of  the  Stockholders,  to  make  such  additions 
to  the  equipment  of  the  road  as  may  b<;  necessary 
to  do  all  the  transportation  that  may  offer, 
without  detention  or  delay  ;  and  also  to  provide 
such  |>ortions  of  double  track,  and  such  machine- 
ry and  conveniences  as  may  bo  necessary  to  main- 
tain for  the  road  the  highe.st  reputation  for  s.tfjly. 
pronifitness,  and  punctuality. 

Three  hundred  and  Hfty-eight  Ihousaml  seven 
hundred  and  thirty  eiRht  passengers  have  been 
carried  upon  the  liin-,  in  the  past  year,  without  an 
a(!eidrnt  to  the  trains  by  which  a  single  lile  lia» 
been  lost. 

Tiie  preparations  for  a  greatly  increased  busi- 
ness will  of  course  require  an  additional  out'av  of 
capital;  but  «i'h  eon';!usivc  preofs  of  the  jneliia 
t)le  character  of  th'^  iive.-tment,  the  Board  h.'i>e  t.> 
be  able  to  obta-n  the  n-pii  ed  amount  without  in- 
jurious enancial  sacrili<r«'s. 

If  necessary,  llu-  Ba.ird  proposes  to  assist  the 
Beliefontaitte  and  Indiana  Railroad  Comi»:i;iy. 
in  extending  its  ro.id  Iri-ni  G.tliiii  tu  C;e.slii  le,  a 
distance  of  about  four  mil  s. 

The  Board  has  given  Uiuch  consi'eration  to  the 
question  of  'he  extension  of  the  line  aeros.s  th 
Allegheny  river  at  Pittsliuri^h.  The  subj-Tt  was 
referred  to  a  special  committee,  and  suiveys  wore 
directed  to  be  made  by  th<' Chief  Engineer.  Tin- 
views  of  that  officer  are  presented  in  his  report, here- 
with ^nbmitted,  and  they  will  be  f.mnd  worthy  ol 
the  attention  ofthe  stock  hold  is.  The  City  ofl'itts 
burgh  has  already  granted  the  right  <»f  way  from 
the  Allegheny  river  to  Liberty  stri-et,  either  by 
St.  Clair  street,  Hand  street,  or  the  Aqueduct. — 
The  adoption  of  either  of  these  rout's  will  require 
some  legislation;  and  the  work  ou^lit  t<'  be  begun 
as  soon  as  liiis  can  b^  obtained,  and  other  prehiui- 
nary  obstacles  can  be  removed.  The  consent  of 
the  Stockholders  of  the  Penn-sylvania  Railroad 
Company  must  also  be  granted,  before  any  other 
cro.ssing  than  that  opposite  their  outer  depotcan  be 
a'lopted.  It  is  supposed  that  they  will  prefer  a 
..crossing  at  the  Aqueduct,  on  account  of  its  aft'ord- 
ing  an  opportunity  for  a  direct  connection  with 
their  station  on  Liberty  street. 

In  accordance  with  authoi  ity  given  by  the  Stock- 
holders at  tiieir  last  annual  meeting,the  Board  has 
subscribed  One  Hundred  Thonsaml  Dollars  to  the 
stock  ofthe  opringlield.  Mount  Wrnon.a'id  Pitts- 
burgh Railroad  Oompany,  and  a  like  amount  to 
the  Ohio  and  Indiana  Railro.id  Company.  Of  the 
first  named  uubscriptioii  Sixty-two  Thousand  Dol- 
lars have  been  paid,  up  to  this  time,  and  of  the 
lait  named  Fifty  Thousand  Dollars.  Portions  of 
both  the  roads  are  already  in  use,  and  forly  miles 
ofthe  Ohio  and  Indiana  road  lia\e  been  oi>ened, 
within  a  few  days,  extwndinic  from  Crestline  to  the 
Mad  River  road^ear  Patterson. 

The  Board  are  so  well  satisfied  that  the  most 
profitable  application  that  the  C<nnpany  can  make 
of  its  means  and  credit,  is  ifi  |>crfectiug  and  e<piip- 
piug  its  own  road  ;  that  it  is  only  in  very  peculiar 
eases  that  a  departure  from  such  a  course  can  be 
justified. 

They  think,  however,  that  a  .subscription  of  one 
hundred  thousand  dollars  ought  to  be  made  to  the 
stock  of  the  Fort  Wayne  and  Chicago  Railroad 
Company,  which  will,  when  its  work  is  complet  d, 
f\irnish  a  very  direct  line,  of  a  uniform  gauge,  46.! 
miles  long,  from  Pittsburgh  to  Chicago.  This  will 
be  one  of  the  most  important  extensions  that  the 
Ohio  and  Pennsylvania  Railroad  can  possibly  have, 
and  the  Board  believes  that  it  will  pay  wi  II. 

The  expediency  of  constructing  a  branch  rail- 
road up  the  valley  of  the  Big  Be.ivor  from  Brigh- 
ton to  Newcastle,  a  <Iistance  of  twenty-two  miles, 
has  been  frequently  urged  upon  the  Board  by  citi- 
zens of  Beaver  and  Lawrence  counties.  Such  a 
line  would  connect  with  the  proposed  Pittsburgh 
and  Erie,  and  Cleveland  and  .Mahoning  Railroads, 


and  would  bring  the  north-western  counties  of 
Pennsylvania  into  close  connection  with  Pitts- 
burgh. It  is  proposed  that  the  stockholders  should 
pass  a  resolution,  authorizing  the  Board  of  Direc- 
tors to  take  such  order  in  the  matter,  as  they  may 
think,  after  due  deliberation,  will  be  best  calcu- 
lated to  promote  the  permanent  interests  of  the 
Company.  / 

It  is  expected  that  the  inclined  planes  on  the 
Portage  R.  R.  will  be  avoided  in  about  ten  days 
by  the  opening  ofthe  Tunnel  through  the  Alleghe- 
ny mountain  by  the  Penna.  R.  R.  Co.,  which  will 
greatly  benefit  our  route,  and  shorten  the  time  be- 
tween Pittsburgh  and  Philadelphia. 

The  general  result  of  the  working  of  our  road 
during  the  past  year  has  been  very  satisfactory  to 
the  Board,  and  is  highly  creditable  to  the  Chief 
Engineer  and  Superintendent,  8.  W.  Roberts,  Esq., 
whose  services  to  the  Company  from  the  commence- 
ment of  the  undertaking  have  been  of  the  most 
valu.ible  character. 

WM.  ROBINSON,  Jr., 

President. 

The  following  resolutions  were  presented,  pre- 
i  faced  by  some  explanatory  remarks,  and  after  con- 
siderable discussion  and  interchange  of  views   by 
the  Stockholders,  were  adopted. 

By  F.  Lorenz,  Esq.,  I 

Resolved,  That  the  Stockholders  instruct  the 
Directors  to  proceed  with  the  work  of  extending 
the  Railroad  across  the  Allegheny  river,  as  soon  as 
the  necessary  preliminary  arrangements  can  be 
made. 
By  Gen.  Wm.  Robinson,  jr.. 

Resolved,  That  the  Stockholders  hereby  autho- 
rize the  Board  of  Directors  to  contribute  One 
Hundred  Thousand  Dollars,  on  the  part  of  this 
Company,  towards  the  construction  of  the  Fort 
Wayne  and  Chicago  Railroad,  on  such  conditions 
as  they  may  think  necessary  to  protect  the  inter- 
ests of  this  Company. 

Resolved,  That  the  Stockholders  hereby  autho- 
rize the  Board  of  Directors  to  take  such  action 
as  they  may  think  best  with  regard  to  the  construc- 
tion of  a  Branch  road  from  Brighton  to  Newcas- 
tle. 
By  R.  McKnight,  Esq.,  1  ■ 

Resolved,  That  the  Board  of  Directors  be  and 
they  are  hereby  authorized  to  subscribe  or  contri- 
bute to  the  construction  of  the  link  of  road  be- 
tween Crestline  and  Gallon,  to  connect  this  road 
with  the  Bellefontaine  and  Indiana  R.  R.,  on  such 
terms  and  conditions  as  they  may  deem  best  for 
the  interests  of  this  Company. 

.Safely  Valve  Faalenings.  ■' 

The  ordinary  mode  of  confining  the  end  of  the 
lever  of  the  locomotive  safety  valve  is  by  a 
"spring  balance".  As  the  resistance  of  a  spring 
increases  with  the  distance  of  movement,  or  ex- 
tension, it  follows  that  a  pressure  of  steam  barely 
able  to  raiiie  the  valve  cannot  raise  it  enough 
farther  to  cause  a  free  and  abundant  discharge  of 
steam.  In  view  of  this  diflBculty  it  has  been  at- 
tomiited  to  use  weights  on  the  safety  valve  lever, 
as  on  stationary  boilers.  Henry  Waterman  of 
Hudson,  N.  Y.,  formerly  Mjister  Mechanic  of  the 
Hudson  River  Railroad,  has  obtained  a  patent  for 
the  attachment  of  a  piston  moving  in  a  cylinder  of 
oil,  to  the  weighted  end  of  a  safety  valve  lever. 

In  the  engines  built  by  John  V.  Gooch  of  the 
London  and  South  Western  Railway,  of  England, 
the  safety  valve  was  in  the  form  of  a  piston,  slid- 
ing within  a  cylinder  of  1  3-16  inch  bore,  and  the 
coiled  spring  was  placed  immediately  over  the 
valve.  It  was  thoughtf  better  to  have  a  small 
valve  which  could  be  fully  opened  without  great 
increase  of  pressure  than  a  large  valve,  rising, 
within  a  considerable  range  of  pressure,  through 
only  a  very  small  distance.  With  large  valves, 
long  levers  and  stiff  springs,  this  difficulty  is  very 
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great,  and  tbere  is  no  doubt  that  the  iron  is  often 
strained  by  it,  if  the  boi'er  be  not  exploded. 

JonrnnI    of  Railroad  l<avr. 

The  following  will  at  this  time  be  found  worthy 
of  attention, — as  presenting  the  strictly  legal  phase 
of  a  great  question  of  divers  aspects  and  bear- 
ings. 

A  Railvray  Company  incorporated  by  Act  of 
Parliament  cannot  even  with  the  assent  of  all  its 
shareholders  legally  enter  into  a  contract  involv- 
ing the  application  of  any  portion  of  its  funds  to 
purposes  foreign  from  those  for  which  it  was  in- 
corporated. T',ie  East  Anglian  Railway  Companu 
vs.  the  Eastern  Counties'  Railway  Company  (Dec. 
6,  1851,  in  Eng  Com.  Pleas)  73  Eng.  C'omm^i 
Law,  p.  775. 

The  defendants  above  named  were  incorporated 
by  an  act  of  Parliament,  the  1st  section  of  which 
enacted  that  certain  persons  sliould  be  united  in- 
to a  Company  for  working  and  maintaining  a  cer- 
tain Railway  ami  other  works  by  the  Act  autho- 
rized, according  to  the  provisions  thereinafter  men- 
tioned, and  for  that  purpose  should  be  one  body 
corporate  by  the  name  of  "  The  Eastern  Counties' 
Railway  Company.'    The  3d  section  authorized 
raising  money  for  the  purposes  above  specified. — 
The  5th  section  provided  for  the  specific  expendi- 
ture of  the  money  so  raised  in   accordance  with 
the  purpose  of  the  Act.    Subsequent  sections  pro- 
vided for  the   division  of  the  net  profits.     Held,  | 
that  it  was  not  competent  to  the  Directors  to  enter 
into  a  contract  with  another  Railway  Company,  to 
take  a  lease  of  their  line  and  to  pay  them  the  ex- 
penses they  had  incurred  in  procuring  from   Par- 
liamout  the  extension  and  improvement  of  such 
other  line  of  railway,  even  though  their  own  Com- 
pany were  benefitted  by  such  extension  and  im- 
provement.    Buch  a  contract  would  be  void  and 
could  not  be   enforced.     Jervis,  Chief  Justice,  in 
deciding  this  case   observed  in   substance   that  it 
was  clear  that  defendants  had  a  limited  authority 
only, — and  that  their  funds  can   only  be  applied 
as  the  Statute  dictates.   But  it  had  been  contend- 
ed that  they  might  deviate  from  their  Charter,  if 
by  so  doing  they  increased  the  profits  of  their  own 
Railway.     But  they  could  not  engage  in   any  new 
trade,  for  they  were  incorporated  for  a  specific 
purpose.     However  great  might  be  the  expected 
profits  of  a  speculation. — if  it  was  not  within  the 
scope  of  their  authority  they  could  not  embark  in 
it.    Every  Shareholder  has  a  right  to  expect  that 
the  conditions  upon  which  the  act  was  obtained 
will  be  complied  with  and  it  was  no  sufficient  ans- 
wer to  a  stockholder  expecting  his  dividend,  that 
the  money  has  been  expended  upon  an  undertak- 
ing, which  may  ultimately  be  very  beneficial  to  the 
line.     The  public,  too,  has  an  interest  in  the  pro- 
per administration  of  the  powers  conferred  by  the 
Act.     The  comfort  and  safety  of  the   line  would 
.  be  jeopardized  by  a  misapplication  of  its  funds. — 
Lord  Langdale  said,  in  10  Beauan  15,  that  there 
■was  no  authority  whatever   to  justify  a  Railway 
Company  in  encouraging,  for  the  increase  of  their 
own    traffic,    schemes  not  embraced    by   their 
Charters.    .The  assent  «f  all  the  stockholders  in 
cases  of  this  kind  might  make  them  personally 
liable  but  would  not  hinder  them  in  their  corpo- 
rate capacity  nor  afiect  their  corporate  funds. 

The  Effect  op  paying  money  into  Court  in 
ACTIONS  FOR  DAMAGES. — Payment  of  money  into 
Court  in  actions  brought  to  recover  damages  for 


wrongs  may,  according  to  the  form  of  the  declara- 
tion used  by  the  plaintiff,  be  construed  in  different 
ways.  Where  the  declaration  is  general  and  nn- 
specific,  the  payment  into  Court  admits  a  cause  of 
action,  but  not  the  identical  cause  of  action  sued 
for;  on  the  other  hand  if  the  declaration  is 
specifx  the  payment  into  Court  admits  the  very 
cause  of  action  so  specifically  stated. 

For  example,  if  a  declaration  is  filed  for  rescu- 
ingjcattle  which  as  trespassers  have  been  impound- 
ed, in  a  pound  not  described  in  the  declaration, 
the  payment  by  defendant  of  money  into  Court, 
would  not  be  deemed  an  admission  on  his  part 
that  cattle  had  been  rescued  from  any  particular 
pound  and  the  plaintiff  in  order  to  recover  dama- 
ges beyond  the  amount  paid  into  Court  would  be 
obliged  to  prove  that  a  rescue  had  been  unlaw- 
fully made  by  defendant,  f¥om  some  particular 
pound.  But  if  on  the  other  hand,  the  declaration 
did  particularly  describe  the  pound  in  question, 
the  payment  of  money  into  Court  by  defendant 
would  have  admitted  the  breach  of  that  very 
pound,  and  consequently  the  plaintifl'  could  not 
have  been  required  to  adduce  any  further  proof  on 
that  head. 

So  in  any  action  against  a  Railway  Company 
for  negligence  whereby  the  plaintifl',  a  passenger, 
was  injured,  the  injury  having  been  specifically 
described  in  the  declaration,  the  defendant  paid 
£25  into  Court  and  pleaded  that  no  further  dam- 
ages had  been  sustained  in  consequence  of  the  in- 
jury.— Held,  by  the  Court,  that  the  payment  of 
the  money  into  Court  by  the  defendants  admitted 
on  their  part  that  a  contract  to  carry  the  plaintiff 
had  been  made,  and  also  that  such  contract  had 
been  violated  by  the  defendants.  Such  admission 
having  been  made,  the  plaintiff  in  order  to  recover 
additional  damages  was  not  obliged  to  furnish  any 
additional  proof  that  the  defendants  had  been  neg- 
ligent, the  damages  being  single,  and  depending 
upon  nothing  beyond  the  mere  breach  of  duty  ad- 
mitted. Ferren  on  the  Monmouthshire  Railvcay 
and  Canal  Co.  {May  Sith  in  1853,  Eng.  Com. 
Pleas.)  73  Eng.  Com.  Law,  Rep.  865.  See  also 
Spalding  vs.  Vandercook,  2  Wend.  431,  Johnston 
vs.  Columbian  Ins.  Co.,  7  John.  315.  Bank  of  Co- 
lumbia vs.  Sutherland,  3  Cowen,  3. 


PaciA«  iUUlroaci  of  Ollskewri. 

We  have  the  second  r^ort  of  the  above  compa- 
ny, giving  an  exhibit  of  the  operations  upon,  and 
condition  of  their  work,  for  the  ypar  ending  Nov. 
30th,  1853. 


FINANCIAL 


CONDITION. 


The  amount  of  capital,  is  by  char- 
ter  J S10,000,000  00 

The  amount  of  stock  subscribed.  * ',   2,426,550  00 

The  amount  paid  in,  as  by  last  re- 
port         612,600  00 

The  total  amount  of  capital  stock 
now  paid J L     1,048,680  00 

The  funded  debt,  as  by  last  reporit, 
the  total  amount  now  of  funded 
debt,  being  issue   of  company's 

l>ond $    90,000)      124OOOOOO 

Missouri  State  bonds,  1,150,000  J      i.'*«'.wu  uu 

The  floating  debt  as  per  last  report : 
The  amount  now  of  fioating  debt. .  94,084  58 

Total  amount  now  of  floating  and 

funded  debt 1,334,084  58 

Average  rate  per  annun  of  inter- 
est of  funded  debt . .  .i. i .        6  per  cent. 


1 


Total  expenditure  to  date ....   $2,480,926  94 

COST    OF    ROAD    AND   EftCIPMENT. 

Graduation  and  masonry S848,302  16 

Bridging 46,227  93 

Superstructure,  including  iron  and 

ballasting...; 334,904  80 

Passenger     and     freight    stations, 

buildings  and  fixtures , . .  33,993  93 

Engine  houses,  machinery,  etc.... .  29,120  26 

Land,  land  damages  and  fences ....  126,206  78 
Locomotives,  stationary  engines  and 

saws 67,474  06 

Passenger  and  baggage  cars. ......  27,417  88 

Freight,  gravel  and  band  cars 44,515  24 

EngineeriDg  and  agencies 47,699  10 


B.oeIkeBt«r  and  Ptttsbnrisb  Railroad. 

The  Daily  American  publishes  a  report  from 
McRee  Swifl,  Esq.,  Engineer  in  Chief  of  the  Ro- 
chester and  Pittsburgh  Railroad,  to  the  Directors 
of  the  Company.  A  Company  has  been  organized 
for  the  construction  of  a  railroad  in  continuation 
of  the  line  of  the  Valley  Road  from  its  Southern 
terminus  at  Portage  to  Ceres,  a  point  in  Penn- 
sylvania, where  the  railroad  of  the  Alleghany 
Valley  extending  to  Pittsburgh  is  designed  to  have 
its  northerly  termination. 

Two  distinct  routes  have  been  instrumentally 
examined  with  much  care,  both  passing  through 
the  village  of  Angelica  and  both  terminating  at 
Ceres,  as  above  mentioned.  By  one  of  these 
routes  via  the  Vallies  of  the  West  branch  of  the 
Cashaqua,  Baker's,  Van  Campen,  and  the  Little 
Genessee  Creeks,  the  distance  upon  a  location 
would  be  483-2  miles.  By  the  same  route,  as  far 
as  Angelica,  and  thence  by  the  Vallies  of  the  Ge- 
nesee River,  and  Knight's,  and  Little  Genseee 
Creeks,  to  the  Southern  terminus,  the  distance 
upon  a  location  would  be  513-2  miles.  On  either 
route  the  maximum  grade  ascending  northwardly 
and  in  the  direction  of  the  bulk  of  tonnage,  is  40 
feet  per  mile,  and  ascending  southwardly,  the 
present  maximum  grade  of  the  Rochester  and 
Genesee  Valley  Railroad  can  be  closely  adhered  to. 


Total : 31,695,861  69 

Repairs  of  road,  buildings,  fences, 
etc 4,898  19 

Repain  of  engines,  cars  and  ma- 
chinery   » 1,701  67 

General  transportation  expenses ... .        19,012  72 

Total  expenses,  one  year S25,612  60 

Receipts  for  year  from  Passengers, 

freights  and  rents S35,486  43 

The  first  division  of  the  road,  36t  miles,  was 

only  opened  on  the  23d  day  of  July  last. 

Bridging  tli«   Oblo. 

The  citizens  of  Covington,  Ky„  are  about  to  ap- 
ply for  the  right  for  the  construction  of  a  bridge 
to  connect  them  with  Cincinnati. 

At  Louisville  a  bridge  is  also  proposed  to  con- 
nect the  northern  and  southern  systems  of  rail- 
roads which  terminate  on  the  opposite  banks  of 
the  Ohio. 

The  Ohio  is  already  bridged  some  hundreds  of 
miles  above,  at  Wheeling,  and  in  a  manner  which 
offfers  no  obstruction  te  the  navigation. 

The  suspension  principle  is  becoming  a  general 
feature  in  Western  bridge  engineering.  It  is  cap- 
able of  the  wide  spans  which  wide  rivers  with  al- 
luvial beds  require.  It  can  he  readily  and  cheaply 
applied  at  great  heights,  an  essential  condition  in 
crossing  navigable  waters,  which  are  subject  to 
great  variation  in  water  level  at  different  seasons: 
The  tubular  bridge,  which  is  the  only  other  de- 
scription of  bridge  which  has  been  applied  to  open 
spans  of  300  feet  nnd  upwards,  is  constructed  on- 
ly at  immense  cost,  is  dark  within,  and  has  never 
been  applied  above  spans  of  460  feet.  It  employs 
the  transverse  resistance  instead  of  the  longitudi- 
nal cohesion  of  the.  material     The  sospensioQ 
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bridge  of  nearly  1000  feet  span,  now  building  by 
Roebling  across  the  Niapara,  will  show  the  adap- 
tation of  the  suapeosiou  principle  for  railroad 
trains. 
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Stock  and  Money  Bfarketi 

There  has  been  a  noticeable  improvement  in  the 
Stock  market  for  a  few  days  past,  indicating  a 
greater  abundance  of  money,  and  more  confidence 
«s  to  the  future.  The  very  rapid  curtailment  of 
expenditures  in  every  branch  of  business  for  the 
past  six  months,  has  materially  checked  the  flow 
of  capital  into  the  interior,  while  the  extraordina- 
ry advance  in  all  kinds  of  produce,  has  placed  ui.- 
expected  resources  in  the  hands  of  Agi-iculturist>. 
Money  is  sufficiently  abundant  for  ordinary  busi- 
ness purposes,  aiid  though  but  little  is  yet  doing 
in  Railroads  and  other  securities,  the  continuance 
of  the  present  improvemei  t  will  soon  create  a  de- 
mand for  these.  On  the  whol«,  affairs  wear  a  more 
cheerful  aspect  tlian  they  have  done  for  for  some 
time  past. 

The  following  is   the  comparative   Bank  stjite- 


ment  for  the  week  ending  Jan  23  : 

Jan.  28. 

loans 89,769,466 

Specie 11,117,958 

Circulation 8,642,077 

Deposits :  . .  68,239,677 

COINAGE    or    THE    t.MTEU    STATES    MINT 

RY. 

•   Gold.      ■ 

Pii'ccs. 

Double  Eagles 156,850 

Quarter    do 32,632 

Dollars 65J808 


Jan.  21. 

90,068,738 

11,466,116 

8,606.235 

09,071,262 

rOR    JASVA- 


Value. 

S-3,137,000 
81,580 
55,808 


Bars. 


246,290 


$3,274,388 
368,883 


Silver. 

Pieces. 

Half  Dollars 408,000 

Quarter  Dollars 1 ,196,000 

Dimes 1,040,000 


2,644,000 
Copper. 

Piece's. 

Cents 152,541 

Half  Cents 65,360 


S3,643,271 

Value. 

S20 1,000 
299,000 
104,000 

S607,000 

Value. 
SI, 525  41 
276  80 


From 
(I 


207,901      SI, 802  21 
Golf!  Bullion  Deposited. 

Value. 

California S4,161,000 

Other  Sources 60,000 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wediiesday — on  a  par  valuation  of  SlOO 
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NAME  OF  COMPANY. 


Total  in  January,  1854 ..$4,201,000 

"  December,  1863 4,446,817 

Silver  Bullion  deposited $108,000 

The  New  York  Central  Railroad  Company  paid 
on  the  Ist  instant  a  6  per  cent,  dividend,  out  of 
the  earnings  for  9  months.  The  Penu.  Coal  Com- 
pany have  declared  a  semi  annual  dividend  of  5 
per  cent.  The  New  Albany  and  Salem  of  4  per 
cent  in  Stock,  payable  at  Cammann  &  Co.  The 
Cleveland  and  Pittsburgh  a  dividend  of  6  per  cent , 
payable  at  the  Ohio  Life  and  Trust  Co.     Messrs. 


Atlantic  and  St.  Lawrence.  ..Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Moati  eal.  N.  H. 

Concord  " 

Cheshire " 

Northefn " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concoi-d " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Miiss. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  brancli " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  ..  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma-ssachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  L 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susqueiianna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington. .  .,  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Peim. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philad.,  Wilmington  and  Bait.  " 


150 

65 

72 

61 

20 

93 

36 

64 

82 

24 

15 

47 

26 

61 
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47 

61 

24 

28 

83 

53 

69 

28 

62 

76 

42 

66 
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2f. 

46 
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77 

45 
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50 

40 

46 

72 

110 

60 

66 

61 

62 

66 

64 

91 

132 

69 

50 

47 

36 
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144 

130 

96 

604 

118 

36 

23 

25 

60 

41 

82 

89 

96 

65 

46 

31 

63 

66 

20 

86 

96 
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1,638,100 

809,878; 

952,621 

1,355,500; 

285,747 

1,649,2781 

1,485,000 

2,078,625 


2,973,700 
1,016,600 
29,, 80 
123,884 
341,100 
022,200 
none. 
720,900 


6,160,278 
2,064,458 
2,511,067; 
1,459,384! 
713.6051 
2,540,217! 
1,485,000| 
3,002,094 


254,743 
140,661 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 


3,016,634 1 I    328,782 

717,543 


600,0(J(»      none. 


J 


660,0001 
2,429,100 


661,214 

1,400,000 
673,600 
1,745,616 
6,577,467 


1,097,600! 
2,486,000 
8,500,0001  3,500,000  12,000,000 

1,600,0001 1  1,600,000 

392,00<il      700,000' 


132,646 


495,397 


Leased  to 
Recently 


1,830.00<» 1,996,249 

4,076;974'  160,000|  4,092,927 

3,160,390  390,0001  3,546,214 

4,500,000;  425,000j  4,846,967 

421,295'  171,800  633,906 

1,591,1001  193,600|  1,801,946 

2,850,000  600,000  3,120,391 

1,060,000  none.  1,050,000 

8,540,000  112,306  3,623,073 

500,000;  none.  520,475 

547,016  819,743  1,245,927 

1,064,070'  282,300  2,293,634 

250,000'  none,  i  307,136 

2,140,5.?6  1,001,5001  3,203,333 

1,1^4,000:  171,210  1,321,945 

6,150,00«  6,319,520  9,953,769 

i  467,700 

1,457,500|  300,000 

922,5001  500,000 

2,350,000!  800,000 


113,520  none 

80,063  none 

100,552  none 

6 

11,266  none 
79,669  none 
141,836  8 
55,266  6 
6 
6 
8 
none! 
none; 

... 'nonci 

266,639  none 


163,076 


61,513 


668,861! 
3,000,000! 

926.000 

750;600! 
2,121,110! 

900,000 


879,636 


425,509 
687,000 


800,000 
1,641,000 
440,000 
650,000 
701,000 
1.550,000 


872,000 


1,791,999 
1,400,000 
3,150,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


388,108 
669,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
574,674 
164,230 

67,261 
322,213 
137,406 
218,679 
162,109 
1,-339,873 
240,572 
291,417 


the  Vt.  Cient. 

opened,  'none 

none 

130,881  7 
338,216  7 
227,434  6 


83 

30 

41 

96} 

24 

86 
110 

38 

68 

90^ 
106 

21 

29 
11 
13 
971 


t 

2 
6 

7 
8 


331,296 

30,066 

72,028 
241,017! 

99,589 
232,787;  6 

43,960  7 

23,416'none 
101,510!none 

24,399!  8 

18,648  none 


66,900; 
683,194 
110,892 
120,892 


4 

6 

6 
4 

639  529'  294,26910 
329,041  j  168,902:nouej . 
69,629; inone; 


91 

103 
84i 

101  i 
40 
66 
90 

100 
92t 

117 
68 
92i 

'23*i 

58 

961 

66 

96 

66 
124 


114,410! 
806,713j 


428,173  7 
8 
1 ,380,610  Recently  lopened.  none 
2,596,488  267,661  116,966  4 
2,550,500  Recently  opened,  none 

In  progres i jnone 

Recently  opened. 


582,400 
400,000 


1,921,270 
In  progres 

987,627   76,760   39,360none 
1,070,786;   74,241   23,496;none 
l0,O0O;000!24,003,865  33,070,863!4,318,962  1,800,181,  7 
3,740,515!  7,046,39510,527,6641,063,659  338,783,none 


39 
99i 

'52' 

66 

86 

66 

130 


4,725,2501   977,463i  6,102,936 

1,876,148;   616,246|'  2,446,391 

23,085,600: 10,773,823;  33,859,423 

1,579,9691  2,969,760!  6,133,834 

201,500! 

131,000i 
25,0001 

400,000 

940,000 

100,000 

700,000 

650,000 


350,0001 

174,042! 

610,000! 

850,000: 

899,800 

237,690 

430,936; 

1,011,9401 

1,500,000] 

1,022,420' 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 


681,4451 
205,068, 


324,494!  6 
44,070  none 


68 

'm 

08 
62i 
30i 
109 
30i 
70 


128,000] 
476.000 


480,137  195,847!none 
607,803   90,616   43,6091  4 
349,775  Recently  .opened,  jnone! ... 
774,495!  213,078   96,7871 ....  |... 

1,260,000  Recently  |oi>ened.  ... 

1,832,945!    173,646    136,017!nonc'  30 

329,577!Recently  opened.    ; 33 

1,043, 367  Recentlv  opened,    [none; 

1,693,7111  225,152;  116,706!  8  1  96 
4,327,49°  1,-^88 ,385|  478,413ilO  !l48 
1,220,326;    149.941 


3,245,7201 


603,942 
1,600,000!  2,379,8801    260,899 
13,000:  1,265,143!    118,617 

j      750,000  Recently  , opened 

713,227    1,702,623    265,n27i  106,320 


79,252  , 
316,25910 
124,7401  3 

76,890j  5 


6,666,332:10,427 ,800!17,141,987;2,480,626  1,261,987 
6,0O0,0C0i  2,399,1661  8,067,285'  868,038'  541,769 


8 
7 
5 


131 


;i25 

I  52 
i  72 
i  80 
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Rallwaj'   Share  List, 

Compiled  from  the  lalest  returns — corrected  every  Wednesday — on  apar  valitatum  of  SIOO. 
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NAME  OF  COMPANY. 


•a 
p. 

s 

& 


30 

47 
381 13,118,902 

38!  1,650,000 

57 

65 

27 

64 

73 

22 

76 

62 
107 

73 

32 
161 
110 
140 
242 


769,000 
1,372,324 

686,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


|191 
1211 
1101 
i  71 

I  60 
!  55 
I  93 
I  33 
I  88 
60 
80 
jl25 
!  38 
;  29 

:  65 


100 

147 

95 

135 

46 

61 


1,004,231 
3,858,840 


3,500,000 
4,000,000 
1,013,088 


586,887 


776,259 
879,868 
688,611 


836,000 
2,093,814 
1,430,150 

367,218 


Pennsylvania  Central ........  Peim.|250l  9,768,155 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville  .....  " 
Richmond  and  Petersburgh . .     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolma.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga.  . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Fradtfort " 

Maysville  and  Lexiington "     j 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western  -i,, " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .     " 

Xenia  and  Columbus " 

Evansyille  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indian.'ipolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati . .  " 
Lafayette  and  Indianapolis. . .     " 

Madison  and  Indianapolis " 

Peru  Jind  Indianapolis " 

Terre  Haute  and  Indianapolis     " 

Rock  Island  and  Chicago HI. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern Mich 

Michigan  Central " 

P»cific Mo. 


.a 
Cm 


5,000,000 


5,677,103 


173,867 
200,000 


1,979,100 
2,000,000 


3,027,000 


40      310,000 


20 
36 
31 
37 
84 

167 
67 


187 


2,100,000 


2,668,402 

900,000 

2,387,200 


1,750,700 


'  44      750,000 

I  64:  1,291,000 

81 


131 

83 
;  90   1,128,486 
j  62 
'  88'  1,050,000 

40'    

72      632,387 


603,006 
040,000 
469,150 
707,958 
120,000 
1,134,698 


£  S 

^  & 

•4.3  C* 

O  " 
H 


00  •— 
tin  4 

s  « 


09  — 

be  « 


11 

55 


o 

u 

a 

c 
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13,600,0001,943,827;   617,626.. 


09 
O 


•c 


22,254,338 
1,650,000 


2,033,420;  798,193 
348,622'  216,237 


413.678 


In  prog,  j 

In  prog.  1 

1,163,928 

In  prog,  t 

1,100,0001 

1,531,238' 

2,106,467; 

2,392,2151 

3,545,2501 

416,532i 

2,965,5741 


152,536 


227,593   72,370i  7 


971 


1021 
57  i 


122,861; 
2o4,376i 

62.762! 
210,062', 
109,268, 

89,776 
610,038 


77 
70 
40 
100 


300,000 
8,000,000 


418,187 

1,214 

163,000 


150,000 
400,606 


541,000 
860,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 
660',666 


482,000 
1,000,000 
1,767,000 


2,450,000 


800,000 
300,000 


1,289,000 


750,000 


186  2,400,000 


92  1,932;  361 

316  2,800,000 

282  4,856,700 

83  ;  1,000,000; 


663,100 


4,000,000 


74,113  none 
113,256  7 

... ....i... .!.... 

99,077  10  50 
42,736  none  98 

12 

153,898'  6 


Winslow  and  Lanier  advertise  t6  pay  tiV«  interest 
on  several  county  and  Hailioad  Bonds.     ^ 

Baltimore  anil  Ohio  Hallroad.  " 

The  Erie  difficulties  ijavt'  turned  a  large  amount 
of  trade  and  travel  fr<Jni  the  New  York  roads, 
which,  rather  than  pass  through  Pennsylvania  h*» 
sought  the  Baltimore  afcd  Ohio  iToad.  This  road, 
which  has  heretofore  ri*i  but  one  through  passen- 
ger train  daily,  commenced  January  23d  to  run 
two  through  trains  dailj'  from  Baltimore  to  Wheel- 
ing, one  leaving  Baltimirc  at  8  Aj.  M.,  the  other  at 
7  P.M.  1  I 

The  association  of  Jobbers  ip  this  city  send 
their  freights  daily  by  ftie  line  olisteam  propellers, 
and  give  as.suraiices  t|iat  this  shall  be  a.s  (^afe, 
cheap  and  quick  as  aiijf  other  routo. 

India  Rnbbek-  for  R«|ilroad*i 

The  New  York  Centml  Railroad  Company  have 
assumed  the  expense  or  l.tying  ope  or  two  miles  of 
rubber  under  their  traoks,  intended  to  obviate  the 
present  dcstiuction  of  lails  and  machinery,  and  to 
do  away  with  the  noisej  attendant  upon  the  motion 
of  the  trains. 


In  prog. 

7,002,396;1,000,717|  609,711  7 
In  prog. 

986,074 

934,424 


125 


3,465,879 


1,277,334 
In  prog, 


635,608  8 
456,468  7>^ 
278,7391  149,960  9 
69,690   21,731.... 
7437525!  129,395   71, 636 1  8 
In  prog. 
In  prog. 
In  prog. 
1,330,960 


In  prog. 
In  prog. 
In  prog. 
584,902 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


2,659,653 
In  prog. 

925,000 
In  prog. 


In  prog. 
3,169,733 
1,855,000 
4,110,148 

In  prog. 


173,642 


76,079'  8 


87,421'      44,250;., 


432,682 


777,793 


321,798 


Recently 


667,659 
640,618 


In  prog. 

1,257,714 
In  prog. 


Recently 


Recently 
317,000 
237,606 


"         Recently 
1,869,932  Recently 


2,400,0001   616,414 

In  prog.     1 

1,353,019;   105,944 


4,600,000; 


267,278'  10 


483,46412 


200,%7; 


opened. 


352,133   10 
113,4611!!.! 


opened. 


opened.   ' 

158,600   10 


opened.     . . . . 
opened.     *  •  •  • 

opened 

268,075    10 


71,446   4 


600,000 In  prog.  1  473,548  286.152.... 
3,741,664|  7,276,6161,200,922  586;929  8 
3,977,568;  8,618,6061,146,598'    582,816     8 

none.     ]In  progres  Recently!  opened,  j.... 


115 
166* 


70 
80 


81 
91  i 


124 
80 


106 
72 
80 


60 


117 


96 
90 
87 


116 


90 
116 
88 
77 
82 
70 
65 
108 


136 
122 
116 
101 


i 


1VS. 

n.  President  of  the  Peun- 


Mr.  J.  Edgar  Tliomrt 
sylvania  Central  Railraad  Compjany,  discontinues 
his  subscription  to  our  paper,  on  the  ground  "that 
the  JoLR\»i,  h;is  ceased    to  be  AmericanV 


Cincinnati,  Itogana^rt  and;  Clilcai^o  Rail- 
i^ad. 

The  following  gcntle^nen  were  elected  Directors 
of  the  above  road  on  t  le  2d  inst.  About  12,000 
shares  of  stock  were  vt  ted : 

J.  T.  Elliott  and  I  liles  Mui7»hy,  Newcastle ; 
Williamson  Wright,  logansport;  John  Iluttoo, 
Richmond ;  James  Pulan  and  i.  A.  James,  Cin- 
cinnati; Chas.  K.  Hamilton,  LJcranel  Stanwood 
Geo.  W.  Riggs,  L.  Hopbrook.  Chas.  J.  Stedman. 
New  York. 

Oblo  and  Peunsyl'rani^  .Railroad. 

We  give  this  week  t|e  6th  an*nal  report  of  the 
Ohio  and  Pennsylvanifi  Railroad.  It  shows  the 
affairs  of  the  Companplh  a  ver\'  favorable  light. 
The  success  of  the  roa&  so  far,  bids  fair  to  justify 
the  high  expectations  that  have  been  formed 
of  it. 

The  old  Board  of  Directors  were  rechosen.   The 
road  will  continue  under  the  e£Scient  management 
of  General  Robinson    as   President,    and   S.  W 
Roberts  as  superintendent  and  Chief  Engineer. 

•Faelcsou'rille  and  Carrollton   Railroad. 

About  S3,000  has  boen  paid  in  on  the  first  in- 
stallments of  the  stock  of  this  road ;  while  bonds 
of  counties  and  of  the  city  of  Alton  have  been  de- 
posited to  the  amount  of  S12,600.. 


Dividend  Notlee.     * 

THE  SEMI-ANNUAL  INTEREST  falling  due 
in  this  city  on  the  first  day  of  Feb.,  1864,  on 
the  following  named  Securities,  will  be  paid  on 
and  after  that  date  at  the  oflSce  of  the  undersigned 
on  presentation  of  the  proper  Coupons  : 

The  Cleveland,  Painesville.  and  Ashtabula  Rail- 
road Company  Mortgage  Bonds,  7  per  cents. 

The  Ohio  and  Indiana  Railroad  Company  Mort- 
gage Bonds,  7  per  cents. 

The  Clark  County  (Ohio)  Bon  Js  issued  to  Sp.ing- 
field  and  Columbus  Railroad  Company,  7  per  cts. 

The  City  of  Madison  (Indiana)   six  per  cent. 
Bonds. 

WINSLOW,  LANIER  &  Co..  No.  62  Wall-st. 

New  York,  Jan.  27th,  1854. 
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Friction  of  8te«Bk  Ensiaea. 

Experiments  have  been  made  at  the  Crystal 
Palace  whieb  show  incidentally  the  normal  friction 
©f  two  steam  engines ;  one  an  upright  cylinder, 
beam  engine,  14  inches  cylinder,  and  54  inches 
stroke,  built  by  Corliss  and  Nightingale,  of  Provi- 
dence, R.  I.;  the  other  a  double  cylinder,  horizon- 
engine,  15  inch  cylinders  and  32  inch  stroke, 
built  by  the  Lawrence  Machine  Shop,  at  Lawrence, 
Mass. 

The  boilers  are  placed  200  feet  from  the  engines. 
Th«  pressure  of  steam  was  noted,  howerer,  from  a 
pressure  gauge  in  each  steam  pipe,  near  the  en- 
gioes. 

The  results  obtained  were  as  follows ; 

PROVIDENCE  _ 

ENGINE. 

Pressure      Revolutions 
per  sqr  per 

inch,  lbs.         minute. 

42  .. 

82  .. 

27  .. 

22  .. 

16  .. 
10^.. 

7  .. 

3     .. 
1     .. 

m-' 

0     .. 


seek  an  vastern  outlet  to  New  England  and  the 
Ocean. 


Pressure 

per  sqr 

inch,  lbs. 

....42 
....32 

27 

....22 
....16 


I-A  WHENCE 
ENGINE. 

Revolutions 

per 

minute. 

46 


lOK 

,  7 

3 

2 

IK 
1 


....46 
....45 
....43 
....40 
....34 
....36 
....33 
....21 
....17 
....13 
....10 
....  7 
.  stopp'd. 


37 

37 

37 

37 

37 

37 

37 

36 

34 

26 

18 

14 

7 

. .  stopped 0 

These  trials  were  made  when  the  engines  and 
connect«d  shafting  were  lubricated  with  Dr.  S.  A. 
Main's  oil  |and  greaise.  With  the  best  sperm  oil 
the  results  were  not  so  favorable  by  fifty  per 
cent. 

It  is  to  be  remembered  that  these  results  show 
only  the  friction  of  the  engines  out  of  work,  and 
that  the  absolute  friction  when  underload  is  much 
greater.  This  remarlc  is  made  that  no  such  infer- 
ence should  be  drawn  as  that  "  }  lbs."  or  "  1  lb." 
of  steam  is  only  required  to  overcome  the  friction. 
With  the  Providence  engine,  a  pressure  of  7  lbs. 
to  the  square  inch  was  the  least  which  preserved 
the  ordinary  working  velocity ;  while  with  the 
Lawrence  engine,  working  at  the  same  pressure, 
the  working  velocity  was  r«duced  nearly  onc- 
foarth. 

An  ordinary  practical  allowance  for  the  friction 
of  steam  engines  is  3-10  the  pressure  on  the  piston 
when  under  working  pressure  and  velocity. 

Troy  and  Boston  Kallroad. 

The  report  of  the  Directors  of  this  road,  read 
to  the  stockholders  January  18th,  1854,  shows  the 
whole  cost  of  the  work  to  Sept  30th,  1853,  to 
have  been — 

SI  ,080,405 

Stock  paid  in 437,830 

Funded  debt 459,000 

Floating  debt 235,757 

Gross  earnings  for  the  year 154,118 

Net  earnings  for  the  same  time —        68,321 
The  assets  are  nearly  $100,000  more  than  the 
floating  debt. 

The  report  s.ays — "  We  h.tve  the  greatest  reason 
for  confiflence,  that  the  State  of  Massachusetts, 
awaking  to  its  interests  and  its  pride,  is  represent- 
«d  by  a  logislature  th.it  will,  this  winter,  make 
the  loan,  (to  the  amount  of  S2,000,000,)  of  the 
Staio  credit,  to  ensure  the  making  of  the  Hoosic 
Tunnel ,  and  thus  make  ours  a  great  trunk  road, 
for  that  part  of  the  business  of  the  West  that  may 


Virginia. 

A  portion  of  the  recent  message  of  Governor 
Johnson  is  devoted  to  facts  and  suggestions  touch- 
ing the  railroad  interests  of  Virginia. 

The  lines  of  railroad,  now  under  construction  or 
survey  in  the  State,  are  alluded  to  as  of  especial 
importance  in  their  results  upon  the  commerce  ef 
Alexandria,  Richmond,  Petersburg  and  Norfolk. 

The  Alexandria,  Loudoun  and  Hampshire  road, 
now  under  survey,  will  connect  Alexandria  with 
the  Baltimore  and  Ohio  Railroad,  at  Paddytown, 
west  of  Cumberland,  and  draw  from  thence  a  large 
share  of  the  coal  from  the  George's  Creek  Valley. 
The  line  will  intersect  the  fertile,  populous,  and 
wealthy  counties  of  Fairfax,  Loudoun,  Clark,  Fred- 
erick and  Hampshire.  Paddytown  is  165  miles 
from  Alexandria,  by  the  LoudouL  line,  and  201 
miles  to  Baltimore,  by  the  Baltimore  and  Ohio 
road.  The  Baltimore  road  has  82  fest  grades  both 
ways ;  the  Alexandria  line  has  63  feet  grades 
going  cast,  and  79  feet  going  west.  The  Gover- 
nor's message  says : — 

"  This  will  givo  Alexandria  an  advantage  over 
Baltimore  for  the  trade  of  the  north-west,  of  36 
miles  in  distance,  and  the  difference  between  a 
grade  of  less  than  53  and  82  feet.  These  are  no 
small  advantages,  and  especially  in  a  competition 
for  the  heavy  coal  trade  of  the  mountains.  It  will 
shorten  the  route  of  travel  from  the  north-west  to 
the  capitol  of  the  State  some  65  miles,  and  secure 
to  Alexandria  the  benefits  that  Cumberiand  and 
Baltimore  have  been  enjoying  from  that  travel. 
Indeed,  it  will  be  a  shorter  route  for  all  who  may 
be  coming  from  the  west  to  Washington  city,  or 
going  from  the  federal  capitol  to  the  great  west, 
to  take  this  road,  than  by  the  Baltimore  and  Ohio 
road,  by  the  way  of  Baltimore  or  the  Relay-house, 
by  21  miles." 

The  importance  of  a  trade  between  Virginia 
and  European  ports  is  urged,  both  upon  its  di- 
rect advantages,  and  as  an  incidental  assistance 
to  the  pubhc  works  in  existancc  and  in  pro- 
gress. 

The  message  apparently  encourages  State  aid 
in  favor  of  the  establishment  of  lines  of  steamers 
from  the  Chesapeake  ports  to  Europe.  The  in- 
terest of  all  the  available  ports  will  be  improved 
in  the  opening  of  an  outlet  to  the  trade  which  will 
be  supplied  through  the  various  internal  improve- 
ments in  progress,  or  completed. 

"  The  construction,"  says  the  message,  "  of  the 
Fredericksburg  and  Gordonsville  road  will  make 
the  prosecution  of  the  Alexandria  and  Orange 
railroad  to  Lynchburg  as  important  to  Frede- 
ricksburg as  it  is  to  Alexandria.  In  the  same  way 
the  completion  of  the  Central  road,  the  construc- 
tion of  the  Covington  and  Ohio  railroad,  and  the 
extension  of  the  Virginia  and  Tennessee  road, 
will  alike  contributa  to  the  interests  of  Alexandria, 
Fredericksburg  and  Richmond.  The  dock  con- 
nections, the  Norfolk  and  Petersburg,  and  the 
Petersburg  and  Lynchburg  roads,  will  connect 
the  cities  of  Norfolk  and  Petersburg  with  the 
Virginia  and  Tennessee  road  and  the  James  River 
Canal.  The  other  roads  in  the  system  answer  like 
purposes — and  as  a  common  outlet  to  .accommo- 
date the  immense  trade  and  travel  that  these  stems 
will  bring  to  our  shore — would  contribute  greatly 
to  enhance  that  trade  and  travel,  so  it  must  be  to 
the  interest  of  each  and  all  of  these  cities  to  secure 
such  an  outlet,  though  it  should  be  the  means  of 
building  up  at  one  of  our  ports  a  city  that  would 
do  credit  to  Virginia,  and  be  the  pride  of  the  State. 
"  Nature  has  been  so  bounteous  that  more  diflScul- 
ty  is  to  be  apprehended  in  selecting  between  the 
different  locations  than  in  finding  a  suitable  point 


for  such  a  city."  Let  this  be  done  with  a  proper 
regard  to  the  best  intei  •^ta  of  the  State,  and  in  that 
liberal  spirit  that  should  characterize  a  Virginia 
people,  and  all  will  be  satisfied." 


Affkilrs  at   Erie. 

The  American  Railroad  Journal  of  Saturday 
has  a  strong  and  ably  directed  article  on  the  £ri« 
embargo.  We  recapitulate  a  few  of  the  points 
made :  1.  The  West  is  the  great  party  in  interest, 
she  cannot  be  forced  to  trade  with  the  East  through 
Pittsburg  and  Philadelphia,  while  New  England  as 
the  great  manufacturer,  and  New  York  as  the 
great  commercial  agent  of  the  country,  afford  bet- 
ter markets.  The  embargo  and  impost  attempted 
at  Erie  are  designed  to  affect  this  unreasonable 
purpose,  and  at  the  same  time  to  collect  a  local 
tax  for  the  benefit  of  an  isolated  borough.  This 
to  the  Western  farmer  is  a  violation  of  his  rights 
as  a  citizen,  and  a  violation  of  the  spirit  of  the 
Constitution  of  the  United  States,  and  may  be  so 
excessive  as  to  cut  him  off  from  his  favorite  mar- 
kets altogether. 

"  According  to  Gov.  Bigler's  doctrine,  every  little 
town  may  insist  upon  a  break  of  gauge  for  the  plunde 
it  can  gather  out  of  it.  The  whole  State  in  this 
way  may  be  converted  into  a  community  of 
wreckers,  living  upon  the  misfortunes  of  their  fel- 
lows. A  caravan  traversing  the  barbarous  tribes 
of  Asia  or  Africa  is  not  more  exposed  to  insults, 
to  vexatious  delays,  to  personal  inconvenience,  or 
to  the  danger  of  having  their  property  destroyed 
than  will  be  a  person  passing  through  North- 
western Pennsylvania,  when  the  policy  advocated 
by  Gov.  Bigler  shall  be  practically  applied. 

Will  the  Western  people  submic  to  the  degrad- 
ng  conditions  imposed  for  the  right  to  pass  through 
Pennsylvania  on  the  way  to  market  ?  Can  they  be 
forced  to  take  Philadelphia  in  their  route  in  going 
fi-om  East  to  West  1  Will  they  not,  at  every  cost,  seek 
to  defeat  the  object  for  which  they  are  taxed  % 
Such  is  human  nature." 

The  next  question  is,  will  the  Western  people 
submit  to  this  1    The  writer  answers : 

"  The  whole  State  of  Pennsylvania,  if  she  sus- 
tains the  doctrines  of  Governor  Bigler,  will  literal- 
ly stink  in  the  nostrils  of  the  Western  people. 
We  think  we  know  enough  of  Western  States  to  say 
that  for  every  dollar  spunged  out  of  them,  the 
State  of  Pennsylvania  will  lose  ten,  by  the 
withdrawal  of  a  hitherto  profitable  intercourse. 
As  it  is,  the  Western  people  must  have  suffered 
severe  losses  by  the  interruptions  suflered  thus 
far  at  Erie.  The  forwarding  of  Western  produce 
to  market  has  been  annihilated.  The  earnings 
of  Western  as  well  as  Eastern  roads,  have  been 
largely  reduced.  The  former  have  particularly 
suffered  in  consequence  of  the  detention,  East  of 
Erie,  of  a  large  number  of  locomotives  ordered 
by  them  and  almost  ipdispensible  to  their  daily 
wants.  The  next  clasS'of  sufferers  are  the  owners  of 
railroad  property.  The  general  application  of 
Governor  Bigler's  doctrine  would  destroy  its  value 
throughout  the  country.  At  th-*  very  announce- 
ment of  such  extraordinary  doctrines,  it  is 
natural  that  capitalists  should  take  alarm.  It  is 
well  known  that  in  this  city  the  holders  of  Penn- 
sylvania securities  of  all  kinds  are  running  them 
off  quietly,  but  as  rapidly  as  possible.  Correspon- 
dents of  foreign  houses  are  taking  the  same  views 
that  we  have  expressed,  and  are  advising  their 
principals  not  to  touch  a  security  issued  on  account 
of  a  Pennsylvania  Road.  This  distrust  is  the  na- 
tural result  of  what  has  taken  place,  and  will  soon 
become  general  throughout  the  monied  circles 
both  of  this  country  and  Europe." 

3.  The  interest  of  the  city  of  Pittsburg  is  advert- 
ed to,  in  connection  with  the  repeal  of  charters: 

"  In  this  view  of  the  ciise,  we  are  astonished  at 
the  move  made  by  Mr.  Darsie.  Of  the  plunder 
to  be  gained  by  taxing  Western  commerce,  Pitts- 
burgh could  only  expect  to  reap  a  small  share. 
But  she  has  tt  great  interest  at  stake  in  the  nume- 
rous and  important  lines  of  railroad  which  she  is 
proposing  to  construct,  and  in  the  success  of  which 
she  is  deeply  involved.    Except  for  the  money 
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tbej-  can  get  within  their  own  State,  these  projects 
are  as  dead  as  a  herring.  As  far  as  the  general 
markets  arc  concerned,  the  Pittsburgh  companies 
might  as  well  come  beforS  the  public  with  pro- 
jects for  a  railroad  to  the  moon.  Mi.  Darsie  un- 
doubtedly thinks  he  has  put  a  feather  in  his  cap. 
If  be  has,  it  is  one  purchased  at  the  expense  of 
the  Pennsylvania  railroads.  If  he  has  any  doubt 
as  to  the  correctness  of  our  opinions,  we  advise 
him  to  make  a  trial  of  the  market." 

We  give  this  view  of  the  Erie  case  from  this  old 
established  Journal,  exclasi>ely  devoted,  for  25 
years,  to  the  railroad  interest  of  the  whole  coun- 
try— the  works  of  Pennsylvania  always  included 
and  liberally  treated — in  older  that  our  Pennsyl- 
vania neighbors  may  know  that  they  have  not  to 
battle  with  New  York  and  Ohio  alone,  as  they 
have  suffered  such  miserable  rioters  as  King  and 
LowTy  to  pursuade  them,  but  that  the  issue  is 
with  the  whole  West,  and  with  New  England.  Not 
only  so,  but  that  the  effect  is  to  be  told  hereafter, 
where  some  of  their  works,  not  yet  completed,  and 
others  whose  shares  and  bonds  are  a  sore  drag  on 
their  own  money  markets,  will  ft-el  it  most  keenly 
— iti  Europe.  No  paper  is  so  widely  circulated 
abroad  among  the  holders  and  buyers  of  American 
Railway  securities  as  the  Railroad  Journal. — Neic 
York  Daily  Times,  Jan  80lh. 


NashTille  and   Clnelnnnti  Railroadi 

We  have  received  the  report  of  Capt.  John 
Childe  upon  the  surveys  made  for  a  railroad  from 
Nashville,  Tcnn.,  to  Danville,  Ky. 

Nashville  and  Lexington  have  become  impor- 
tant focal  points  for  the  Northern  and  Southern 
systems  of  railways.  The  miles  of  railroad  di- 
rectly converging  to  Nashville  will  be  2,950,  and 
to  Lexington  3,850,  or  in  all  6,800  miles.  Beyond 
and  through  these  systems  of  railways  there  is 
connection  with  all  the  railways  built  or  to  be  built 
in  the  United  States. 

Locally,  the  route  intersects  various  tributary 
lines,  five  at  least  in  Kentucky  and  one  in  Tennes- 
see. The  population  of  the  counties  intersected, 
including  the  terminal  counties,  was,  in  1860, 
170,000;  and  the  taxable  property  valuation 
$53,000,000. 

The  route  of  the  road  will  be  nearly  North-cast 
and  South-west,  the  direction  of  the  Cumberlaad 
Mountains;  and  the  road  lying  intermediate 
between  these  and  the  Ohio  River,  will  avoid  the 
business  competition  of  the  latter  as  well  as  the 
difficult  or  impracticable  points  of  the  former. 

Several  routes  have  been  surveyed,  in  all  of 
which  Gallatin,  in  Sumner  County,  Tenn.,  and 
Glasgow,  in  Barren  Co.,  Ky.,  are  intermediate 
points.  " 

The  most  favorable  route  appears  to  be  via. 
Gallatin,  the  Hermitage,  Scottsville,  Glasgow  and 
Perrjville  to  Danville.  The  characteristics  of  this 
route  are  stated  as  follows. 

Total  length,  miles : . , . .  1. .  .\ .  . .  178.82 

Maximum  grade  feet  per  mile,  (same  on  all 

the  routes  surveyed 70 

Shortest  radius  of  curvature 1,432 

Total  deflection  in  degrees 6,512 

Length  wood  bridges  and  trestlework,  feet.  6,899 

Length  of  tunnels,  feet 4,860 

Highest  summit,  feet , 676 

Highest  bridge  above  water 117 

Rise  and  fall,  feet 7,342 

Total  perches  masonry 53,851 

Total  yards  earth  and  rock  graduation .  10,282,007 

Total  cost  roadway S3,272,594 

'„■■     },    cars  and  engines 389,700 

„       „    superstructure 1,929,806 

„        „    of  road  and  equipment $5,592,100 

Average  cost  per  mile $31,272 

Capt.  Childe  estimates  the  receipts  of  the  road 


as  $1,081,260  per  annum,  the  expeusts  iii;4U2,9GO, 
and  the  net  income  $678,290,  or  otiual  to  10  per 
cent,  on  six  millions  of  dollars  and  $78,290  over 
for  depreciation  of  tracks  and  rolling  slock. 

Blue  Rldg^e  Railroad  of  SontU  Carollua. 

The  object  of  this  road,  long  cherished  by  the 
people  of  South  Carolina,  is  that  of  affording  a 
north  western  connection  of  Charleston  with 
Louisville,  Cincinnati  and  the  general  country  in 
that  direction. 

The  road  will  probably  leave  the  South  Carolina 
road  at  Aiken,  and  thence  lun  through  E'lgcfiold, 
Abbeville;  Anderson,  Clayton,  Rabun  Gap  and  to 
Knoxville,  Tcnn.  With  the  Knoxville  and  Dan- 
ville road,  the  route  between  Loui^*villo  and 
Charleston  will  be  brought  uiK>n  nearly  a  direct 
line.        "[    •     • 

The  Columbia  Branch  and  Greciivine  and  New- 
bury roads,  in  South  Carolina,  would  Coriu  the 
immediate  connections  of  the  Blue  Ridgo  road 
withJCharleston,  and  until  the  completion  of  the 
proposed  route  from  Aiken  to  Anderson,  via  Abbe- 
ville. 

In  the  late  message  of  the  Governor  of  South 
Carolina  is  given  the  following  information  relative 
to  the  condition  of  this  enterprize. 

By  the  act  of  incorporation  of  the  Blue  Ridge 
Railroad  Company,  passed  bj-  the  last  General 
Assembly,  the  guarantee  of  the  State  upon  the 
bonds  of  the  Company,  to  the  extent  of  $1,250,000 
was  secured  upon  the  following  conditions  :  First, 
that  $500,000  should  be  previously  subscribed  to 
the  capital  stock  of  the  said  Blue  Ridge  Railroad 
Company  in  South  Carolina,  by  responsible  per- 
sons, companies,  or  corporations.  Secondly,  that 
such  subscriptions  shouki  be  made,  or  aid  fur- 
nished to  the  Railroad  Companies  in  North  Caro- 
lina and  Tennessee,  designed  to  connect  with  that 
portion  of  the  road  lying  in  this  State,  as  would 
give  reasonable  assurances  of  the  construction  of 
the  said  North  Carolina  and  Tennessee  Roads. 
These  conditions  have  been  complied  with. 

At  rates  agreed  upon  with  contractors,  the  entire 
cost  of  the  Ro;id,  from  Anderson  to  Knoxville  in 
Tennessee,  together  with  necessary  appertenances, 
including  interest  accruing  upon  the  bonds  of  the 
Company  until  the  completion  of  the  road,  will  a- 
mount  to  the  sum  of  about  $7,500,000.  To  meet 
this  outlay,  the  Company  estimate  their  resources 
at  $6,700,000. 

It  will  thus  be  seen  that  the  means  of  the  Com- 
pany will  fall  short  of  the  estimated  cost  of  the 
work  about  $800,000. 

I  have  been  enabled  to  ascertain,  that  by  the 
terms  of  contract  between  Messrs.  Bangs  and  Co., 
the  work  was  to  be  commenced  on  the  first  of 
this  month — and  that  a  large  portion  of  the  sur- 
veys are  completed,  and  found  to  present  fewer 
obstacles  than  was  at  first  supposed.  A  location 
has  been  made  for  tunnelling  the  Blue  Ridge, 
and  work  allotted  to  contractors, — that  their  pre- 
liminary arrangements  are  in  a  state  of  forward- 
ness,— that  the  districts  through  which  the  road 
will  pass  in  this  State  will  abundantly  supply  all 
the  necessary  labor, — that  the  citizens  both  in 
this  State  and  beyond  it  have  with  extraordinary 
unanimity  ceded  the  right  of  way  without  com- 
pensation— and  that  every  circumstance  tends 
favorable  to  an  early  and  thorough  completion  of 
this  enterprize. 

A  subscription  on  the  part  of  the  State  of 
$750,000  to  this  work  is  recommended  by  the 
Gk)vemor. 

The  Tennessee  Legislature  have  also  granted 
aid  to  the  Blue  Ridge  Railroad  Company  within 
the  limits  of  that  State  to  the  amount  of  $650,- 
000.  This  with  the  subscription  under  the  control 
of  Knoxville,  raises  the  contribution  to  this  im- 
portant work  to  the  sum  of  $850,000.    We  also) 


learn  that  a  bill  was  before  the  Legislature,  the 
passage  of  which  was  confidently  anticipated 
granting  aid  to  the  amount  of  a  million  of  dollars 
to  a  branch  connecting  Chattanooga  with  the  Blue 
Ridge  Railroad  at  a  point  near  the  State  line. 

Loss  of  IjIvcs  i>nd  Propcrtyr  on  the  I<akca> 

The  loss  of  life  and  property  oa  the  great  Ame- 
rican Lakes  during  the  last  six  years  as  nearly  as 
it  hiis  Ixjcn  ascertained  was  as  follows; 

Years.  Value  of  Property.     No.  of  Live* 

1818 $420,512  » 

1819 368,171  »l  ' 

1850 558,826  395 

1851 730,5^7  79 

1852 992,669  296 

1858 874,143  81 

In  1850  and  1852,  the  years  showing  the  alarm-^ 
ing  excess  in  the  low  of  lite  in  the  above  table,  the 
steamers  Griffith  Waynr  and  Atlantic  were  lost  by 
fire  aud  explosion,  and  the  steamer  Vroy  also  ex- 
ploded, causing  severe  loss  of  life;  while  during 
the  other  four  years  represented  in  the  foregoing 
table  no  such  casualities  involving  great  losses  of 
life  occurred. 

The  causes  of  these  losses  as  shown  by  the  fol- 
lowing comparative  statement  will  be  interesting 
to  Insurance  Companies  and  vo8.vl  owners  as  ex- 
hibiting in  some  degree  the  results  of  the  new  law 
with  reference  to  st«ani  vessels  engaged  in  the 
nassenger  trade.  With  one  exception  no  lives 
have  been  lost  during  1858  on  the  regular  passage 
steamers.  This  exception  was  the  case  of  the 
Ocean  Ware  on  Lake  C>ntario. 

CALSE.<.  1862.  1862. 

Collision $261 ,950       ^66,823 

Explosion ) 77,394 

Fire \  ....   730,709        132,065 

Other  causes ) 608,871 

Total $992,659      $874,143 

874,143 

Decrease  in  value ....  $118,516 
The  losses  from  explosions  and  collisions  were 
much  less  in  1863  than  in  1862  while  from  other 
"casualties  "  arising  from  stress  of  weather,  bad 
harbors  &c.  they  were  greater. 

The  following  table  exhibiting  the  number  of 
accidents  each  month  will  give  tome  idea  of  the 
time  of  year  most  prolific  in  dis;isters,  for  the  two 
last  years  respectively. 

MONTHS.  1862.        1863. 

April 7  19 

May 19  80 

*■      June 24  17 

July 16  11 

August 16  28 

September 21  30^      • 

October 27  S» 

November 85  80 

December 15  12  i 

Total 229  266 

"     '  229  . 

Increase  in  number  in  1863.. 37 
The  annexed  figures  will  show  the  character  and 
nationality  of  the  vessels  and  proi>erty  lost  and  the 
waters  in  which  the  disasters  occurred. 

1852.  1863. 

American  vessels ........  $907,487  $636,623 

British          „       65,172  238,620 

Steam           „       636,620  461,800 

Sail                „        369,039  412,343 

Lake  Ontario,  Steam 49,350    —      188,400 

Sail 29,589  94,677 

Totids, $78,939  $288,077 


■  V: 
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Erie,  Steam 

..    Sail 


Totals 

Huron,  Steam. 
Sail. . . 


.  So43,470 
.    197,830 

.S741,300 
.$16,000 
..  53,600 


S128,606 
121,906 


S250.612 

$88,594 
72,744 


Totals $69,600 

„     Michigan,  Steam $800 

„  „  Sail 78,020 


$161,338 

$28,700 
183,616 


Totals $78,820  $212,316 

The  improved  system  of  lights,  as  carried  by 
vessels  on  the  Lakes,  and  the  operation  of  the  new 
steamboat  law  have  resulted  most  satisfactorily, 
in  their  effects  as  exhibited  in  the  foregoing  tables. 
The  last  year  was  the  first  of  their  operation,  and 
these  results  should,  we  think  entirely  disarm  op- 
position to  them. 

Trade  of  Lake  Porta  for  1853i 

TOLEDO.  ■ 

Itiiporls  Coastwise. 

Merchandize  35,140  tons $28,116,800 

Railroa<l  iron  38,838  tons 2,330,880 

Other  articles 2,892,907 


Total. $33,340,587 

Exports  Coastwise. 

Wheat,  bushels  2,467.564 $2,615,617 

Corn,  "       2,549,606 1,402,283 

Flour,  bbls.  380,382 1 ,734,505 

Other  articles 4,505,449 


Total $10,257,864 

Foreign  imports 262,718 

Exports  to  Canada 54,195 

Total  domestic  and  foreign  imports.  ..  33,603,305 
"  "  "  exports...   10,312,049 


Total  Lake  t'ommerco  of  Toledo.  $43,915,354 

URAND  H.WEN. 

Exports  in  1853  valued  at $651,770 

1852        "         407,332 


Increase $244,438 

Of  the  exports  in  1853,  41,000,000  feet  of  lum- 
ber, valued  at  $328,000,  and  19,336  barrels  of 
flour,  valued  at  $96,680  are  included. 


Bllltvaukee  and  IHUsUslppt  Railroads 

The  Milwaukee  Free  Democrat  contains  an  ab- 
stract of  the  Annual  Report  of  the  Directors  of 
this  toad,  from  which  it  appears  that  its  earnings 
for  the  year  1853,  have  been  as  follows: 

For  passengers $  78,635  34 

Freight 142,820  28 


Total $221,455  68 

Expenses  of  operating  road,  repairs  to 
track,  cars  and  engines,  salaries, 
etc $  87,115  48 


Net  receipts $134,340  14 

Deduct  interest  paid  on  construction 
bonds $58,200  00 


Leaving $76,140  24 

The  board  have  declared  a  dividend  of  ten  per 
c«nt.,  payable  in  stock. 

The  road  was  ojiened  to  Stoughton,  80  miles 
from  here,  on  the  2d  inst.,  and  will  be  opened  to 
Madison  in  the  spring. 

75,975  persons  have  been  carried  over  this  road 

daring  tlie  past  year,  without  accident   to  one  of 

them  ;  and  67,000  tons  of  freight  have  also  been 

transported  over  the  road,  exclusive  of  what  has 

ecn  carried  for  construction  purposes. 

The  company  have  expended  $20,926  in  the 


erection  of  a  machine  shop,  warehouses,  etc.,  in 
Milwaukee ;  $13,397  in  th«  construction  of  fences ; 
$3,688  for  a  depot  at  Fulton ;  $3,638  for  a  depot 
at  Stoughton,  and  $4,400  for  a  like  purpose  at 
Madison. 

The  amount  of  grain,  flour,  pork,  etc.,  brought 
in  from  the  West  for  the  year,  is  as  follows : — 
Wheat,  bushels,  670,551 ;  corn,  do.,  13,548  ;  oat8> 
do.,  49,522;  barley,  do.,  132,326;  rye,  do.,  27,- 
863  ;  flax  seed,  do',  2,023 ;  grass  seed,  do.,  3,326  ; 
potatoes,  do.,  10,844;  flour,  bbls.,  52,915;  pork, 
do.,  1,510;  pork,  lbs.,  1,029,778;  hogs,  55,623. 

The  Wisconsin  of  the  10th,  states  that  the  old 
Board,  with  the  exception  of  H.  S.  Alden,  who  is 
substituted  for  Anson  Eidred,  resigned,  will,  pro- 
bably, be  elected  with  little  opposition.  The  fol- 
lowing is  the  ticket : 
John  Catlin,  George  D.  Walker, 

E.  B.  Wolcott,  E.  D.  Holton, 

E.  Cramer,  H.  Crocker, 

A.  Mitchell,  S.  H.  Alden, 

A.  E.  Ray,  J.  Cobb, 

A.  Fmch,  Jr.,  J.  Goodrich, 

S.  C.  Hall,  W.  A.  Barstow, 

H.  L.  Dousman. 


Expaiialon  of  liOoomntlTe  Boilvrs. 

Harvey  Rice,  Esq  ,  master  of  engine  repairs  at 
the  Piermont  shops  of  the  New  York  and  Erie 
Railroad,  has  found  that  locomotive  boilers  of  a 
little  less  than  16  feet  extreme  length,  (furnace 
and  tubes,)  expanded  7-16  inch  in  length,  between 
the  temperature  when  cold  and  when  under  full 
steam.  Another  trial  on  boilers  of  about  18  feet 
length,  (13  feet  tubes  and  4  feet  furnace.)  showed 
a  range  of  expansion  of  aiHe-sixteenlhs  of  an  inch. 
In  the  sixteen  feet  boiler,  the  forward  end  is  held 
firmly  to  the  frame ;  the  hind  end  is  fitted  witli  an 
"expansion  brace,"  and  the  allowance  made  in 
this  brace  is  but  one-quarter  of  an  inch.  Rogers 
was  the  first,  we  believe,  to  perceive  the  necessity, 
and  to  apply  the  expansion  brace ;  but  the  allow- 
ance which  he  has  made  in  his  engines  is  often 
hardly  sufficient.  On  the  New  York  and  New 
Haven  road,  with  \l%  feet  tubes,  and  furnaces 
4)^  feeet  long  inside,  an  allowance  of  i  inch  in  the 
expansion  brace  is  found  insufficient,  and  the 
junction  of  the  waist  of  the  boiler  with  the  firebox 
leaks  inconsequence. 

Engine  builders  often  judge  of  the  amount  of 
expansion  by  firing  a  boiler  in  the  shop,  up  to  a 
pressure  of  steam  only  sufficient  to  test  the  tight- 
ness of  the  boiler.  Wlien  the  engine  comes  into 
use  and  the  fire  is  acted  upon  by  the  Mast  pipe 
the  expansion  is  much  more.  A  locomotive 
builder  in  New  England,  who  receutly  commenced 
the  construction  of  outside  connected  engines,  with 
the  boilers  fastened  firmly  to  the  cylinders  and 
frame  at  the  forward  end,  has  gravely  told  us 
there  was  no  perceptible  expansion,  while  we  have 
found  in  the  case  of  all  his  engines,  so  construct- 
ed, the  boilers  were  leaking  at  the  connection 
with  the  ftrebox ;  solely  for  the  want  of  expensive 
allowance. 

A  large  number,  nearly  fifty,  of  the  earlier  en- 
gines on  the  Eria  road  had  dome-boilers  f^istened 
especially  strong  to  the  frame  at  each  end.  The 
connection  of  the  horizontal  barrel  of  the  boiler 
with  the  upright  side  of  the  dome  being  the  weak- 
est part  of  the  boiler  in  resisting  expansion,  the 
seam  of  rivets  in  that  place  was  strained,  and  con- 
sequently commenced  leaking.     There  are  very 


few  engines  of  that  pattern  upon  the  road  which 
do  not  now  exhibit  from  one  to  three  large  paickes 
riveted  in  the  "  gusset." 

In  Roger's  engines  having  expansion  braces  at 
the  furnace  end,  the  back  boiler  brace,  connecting 
the  waist  of  the  boiler  with  the  frame,  is  placed 
with  its  edge  outside,  so  as  to  offer  its  flat  side  in 
the  direction  of  the  expansive  strain. 


RepresentatI've    Men. 

Every  State  has  its  "  representative  men ",  in 
whom  are  incarnated  the  ideas,  the  sentiments, 
and  the  aspirations  of  the  people.  These  incarna- 
tions are  the  model  man,  the  ideal  of  excellence. 
Such  in  the  eyes  of  Pennsylvania,  appear  to  be 
Messrs.  King  and  Lowry,  the  former  Mayor  of 
Erie,  and  both  distinguished  leaders  in  the  Erie 
riots.  These  men  have  just  now  been  making  a 
triumphal  tour  of  the  State.  In  Pittsburgh  a 
public  meeting  was  got  up  for  them,  in  which 
some  of  the  leading  citizens  of  that  town  figured 
conspicuously.  One  of  their  warmest  sympathizers 
on  that  occasion  was  Gen.  William  Larimer,  Trea- 
surer pf  the  Ohio  and  Pennsylvania,  and  President 
of  the  Connellsville,  railroads.  The  papers  also 
state  that  the  Hon.  Wm.  F.  Johnston,  late  Governor 
of  the  State,  and  President  of  the  Alleghany  Val- 
ley Road  Uke  a  good  Samaritan,  "visited  them  in 
prison."  At  Philadelphia  they  had  an  equally  flat- 
tering reception.  They  were  taken  by  the  hand 
by  some  of  the  leading  men  of  that  city,  to  whom 
they  announced  the  momentous  fact,  that  Erie 
would  be  totally  ruined  by  an  uniform  gauge 
through  her  limits.  This  was  the  principal  bur- 
den of  their  discourse,  garnished  by  some  allu- 
sions to  the  "grasping  ambition  of  New  York." 

So  much  for  the  spontaneous  bursts  of  expres- 
sions in  favor  of  the  "representative  men  of  Erie." 
But  these  have  reached  a  higher  destiny.  They 
are  the  representative  men  of  the  legislature  as 
well  as  the  citizen.  But  they  have  one  smirch, 
however,  upon  their  escutcheon.  In  them  the 
•'representative"  is  completely  outdone  by  tho 
"co7istiluent".  The  "representative"  burnt  up  a 
few  bridges,  tore  up  a  hundred  rods  of  road  or  so, 
but  the  "  constituents "  have  laid  violent  hands 
upon  a  whole  road,  equipment,  and  all.  The  le- 
gislature have  changed  places  with  Messrs.  King 
and  Lowry,  and  have  eclipsed  their  bright  exem- 
plars. They  shine  out  with  tenfold  greater  splen- 
dor. 

"None  but  themselves  can  be  their  parallel." 


Prize*  to  Enslncmen* 

In  our  last  number  was  given  a  list  of  prizes 
awarded  by  the  Little  Miami  Railroad  Company 
to  their  enginemen.  Tho  policy  of  such  awards 
is  unquestionably  for  the  interest  of  railroad  com- 
piinies,  as  it  has  been  found  to  promote  vigilance 
and  caution.  The  Superintendent  of  the  Indiana- 
polis and  Bellefontaine  Railroad  Company  lately 
presented  a  valuable  gold  watch,  in  conformity 
with  a  previous  offer  of  such  a  prize,  to  the  en- 
gineman  who  should  kill  th«  least  live  stock  while 
running  passenger  trains.  On  the  New  York  and 
New  Haven  Railroad,  a  bonus  of  one  hundred 
dollars  per  year  is  given  to  all  enginemen  who 
faithfully  perform  their  duties.  By  this  plan,  no 
engineman  who  does  his  duty  will  be  disappointed ; 
the  character  of  a  lottery,  in  which  light  engine- 
men  might  look  upon  a  contest  for  a  singU  prize, 
being  removed. 
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Fusible  Plujfo  for  Steaiu  Bollerii. 

In  Massachusetts  the  use  of  fusible  plugs,  in 
steam  boilers  of  all  kinds,  is  enforced  by  law.— 
From  motives  of  economy,  independent  even  of 
safety,  we  should  suppose  that  every  holier  should 
be  provided  with  a  plug,  of  fusible  metal,  in  the 
crown  of  the  furnace. 

Fusible  plugs  were  originally  intended  to  melt  at 
the  temperature  of  a  high  pressure  of  stdam,  and 
to  act  then  in  the  manner  of  a  safety  valve.  The 
plug  then  might  as  well  be  in  the  outer  crown  as 
in  the  crown  sheet  of  the  furnace.  Proportions  of 
bismuth,  tin  and  lead  were  compounded  with  refer- 
ence to  their  becoming  melted  at  assumed  tempe- 
ratures of  steam.  But  it  being  found  that  the 
precaution  was  not  always  operative,  the  fusible 
plug  went  out  of  use,  even  where  its  employment 
had  been  made  compulsory  by  law. 

But  for  over  healing,  a  danger  different  from  or- 
dinary over  pressure,  a  fusible  plug  is  of  much 
value,  as  it  is  placed  in  the  most  exposed  situation 
and  its  indications  are  unmistakable ;  a  deficiency 
of  water  being  attended  by  a  discharge  of  steam 
into  the  furnace. 

Lead  is  often  used  for  safety  plugs,  but  its  melt- 
jng  temperature,  612°,  is  high  enough  to  allow 
iron  to  become  injured  before  the  fire  is  put  out 
in  the  furnace.  A  mixture  with  tin,  by  which  the 
mass  may  melt  at  between  400°  and  450°,  would 
be  better.  As  the  alloy  may,  in  time,  become 
filled  with  infusible  deposits  it  is  a  good  precau- 
tion to  renew  a  plug  every  few  months. 

We  have  often  known  furnaces  to  become  burnt, 
or  warped  by  over-heating,  where  a  fusible  plug 
would  have  averted  the  injury.  The  expen.se  of 
removal  and  the  danger  of  the  failure  of  a  "  burnt 
crown  "  are  both  the  bad  results  of  a  want  of  so 
simple  a  preventative. 

But  where  a  safety  plug  melts  out  on  the  road 
the  engine  is  disabled  until  a  new  one  is  put  in. — 
The  safety  plug  made  by  Edward  H.  Ashcroft,  of 
Boston,  allows  the  water,  however,  to  fall  only 
to  within  an  inch  or  two  of  the  crown  sheet  before 
the  plug  is  melted ;  and  when  the  latter  occurs  the 
steam  may  be  afterwards  shut  off  from  around  the 
plug,  so  as  to  allow  the  engine  to  get  to  a  station. 
The  alloy  of  the  plug  is  prepared  to  melt  at  from 
400°  to  450°  and  it  is  placed  within  a  pipe  open 
to,  but  an  inch  or  two  above  the  crown  of  the  fur- 
nace. The  operation  of  the  apparatus  is  quick, 
and  an  alarm  whistle  can  be  attached,  if  thought 
necessary,  to  attract  the  attention  of  the  engine- 
man.  The  furnace  cannot  be  injured  and  the  en- 
gine is  not  disabled.  , 

From  the  danger  of  overheating,  both  in  im- 
mediate explosion  or  subsequent  failure,  and  from 
the  expense  of  renewing  a  furnace,  no  engine 
should  run  a  single  day  without  some  kind  of 
plug. 


Tbe  CUUleU   allp  Tire. 

At  the  last  meeting  of  the  members  of  the 
Franklin  Insfilute  of  Penn*>ylvaiiia,  this  improve- 
ment was  brought  up  for  notice.  The  Journal  of 
the  Institute  says : 

"  Mr.  Fairman  Rogers  also  described  a  new 
chilled  cast  iron  wheel  tire,  used  by  the  Baltimore 
and  Ohio  Railroad,  for  the  driving  wheels  of  their 
locomotives.  In  the  traffic  of  that  road,  with 
hea\'y  grades  and  large  loads,  the  necessary  use 
of  sand  on  the  rails  has  been  •  found  to  wear  the 
ordinary  Low  Moor  wrought  tire  into  flat  places 
upon  the  circumference  of  the  wheel.  In  addi- 
tion, the  wrought  tires  being  shrunk  on  hot,  are 
exceedingly  difficult  to  removs  and  replace  when 
worn.  The  new  tires  are  cast  in  contact  with  a 
cold  iron  ring,  in  order  to  chill  the  tread  and 
fianch ;  and  the  outside  of  the  wheel  and  the  in- 
side of  the  tire  being  carefully  turned  to  fit  each 
other,  and  slightly  coned  towards  the  outside  of 
the  wheel,  the  tire  is  dropped  into  its  place,  set 
by  a  few  blows  with  a  sledge,  and  brought  to  its 
bearing  by  bolts  passing  through  lugs  cast  on  the 
tire.  By  having  ilres  ready  turned  to  fit  the  en- 
gines, a  set  of  wheels  can  be  newly  tired  in  a  very 
short  time.  The  cast  also  costs  much  less  than 
the  wrought  tire,  and  resists  the  wearing  action 
of  the  sand  on  the  rails  a  much  longer  time." 

The  chilled  tire,  however,  is  no  neic  thing,  the 
Baltimore  and  Ohio  Company  having  had  it  in 
constant  use  for  more  than  ten  years ;  while  it  is 
now  used  there  in  preference  and  over  all  others. 
Mr.  Rogers'  view,  in  which  we  have  no  doubt  the 
members  of  the  Institute_fully  concurred,  are  de- 
monstrably correct  as  regards  the  economy,  con- 
venience and  durability  of  the  chilled  tire.  Its 
safety  and  adhesion  have  also  been  satisfactorily 
determined. 

Rolling  Stoek  of  British  Railways. 

The  total  number  of  locomotives  on  railways  in 
the  United  Kingdom  is  3,942,  or  about  one  to 
every  two  miles  of  road.  The  total  number  of  pas- 
senger carriages,  11,364,  capable  of  seating  335,- 
206  passengers. 

On  the  narrow,  or  4  feet  8)o  inch  gauge  lines,  in 
England  and  Wales,  the  working  stock  in  use  is 
2,982  engines,  1,770  first  class  and  2,578  second 
class  carriages  ;  besides  third  class  and  composite 
carriages.  On  the  7  feet  gauge  the  working  stock 
is  239  engines,  197  first  class  ond  259  second  class 
carriages,  besides  third  class  and  composite  car- 
riages. All  the  Scotch  lines  are  of  4  feet  S}4  inch 
gauge  ;  those  of  Ireland  are  5  feet  3  inches. 

Columbus  and  Xenla  Railroad. 

By  the  fourth  annual  report  of  this  company  we 
learn  the  receipts  for  the  year  ending  November 

30,1863,  were 8314,434  06 

The  operating  expenses 145,821  37 


Cincinnati  aa<l  Aberdeen  Railroad. 

A  route  for  a  railroad  to  connect  the  above 
points  has  been  surveyed  by  0.  P.  Ransom,  Esq. 
The  line  follows  the  bank  of  the  Ohio,  and  runs 
in  a  south-easterly  direction  from  Cincinnati.  The 
distance  is  54  miles,  and  the  estimated  cost,  (with 
5  miles  of  sidings,)  $1,609,589  or  $25,686  26  per 
mile  for  the  whole  distance  of  69  miles.  The  esti- 
mates are  for  a  track  l}4  feet  above  the  highest 
floods  of  the  Ohio.  The  maximum  grade,  for  9^ 
miles,  is  16  feet,  while  883^  miles  are  level  or  less 
than  6  feet  rise  per  mile. 


Leaving  as  net  earnings $168,612  69 

Two  half  yearly  dividends,  of  5  per  cent  each, 
have  been  declared  payable  in  cash  or  stock.  The 
Stockholders  have  elected  to  receive  stock.  The 
present  capital  stock  is  $1,291,700.  Bonds  issued, 
convertible,  $26,000.  Total  cost  of  road  and 
equipment  $1,319,047  68.  The  capital  stock  of  the 
Company  has  been  increased  during  the  past  year 
$199,662  03,  by  the  conversion  of  bonds,  payment 
of  stock  dividends  and  by  new  subscriptions. 

The  Company  have  subscribed  $50,000  each  to 
the  Dayton,  Xenia  and  Belpre  and  the  Springfield 
and  Columbus  roads,  by  which,  and  with  arrange- 
ments made  for  connections  upon  their  comple- 
tion a  desirable  position  is  attained  by  tbeC.  and 
X.  Road,  such  an  one  as  has  long  been  a  part  of 
its  policy  to  secure. 


Railroad  Cbairs  cabt  upuu  tiie   R«ii. 

The  London  and  North  Western  Railway  Com- 
pany have  fur  nearly  two  years  applied  their  rail- 
chairs  by  casting  them  around  the  joint.  A  por- 
table cui)o]a  is  used,  weighing  six  hundred  weight, 
made  of  one  sixteenth  inch  iron,  27  inches  in  diam 
eter  and  64  inches  high,  lined  with  fire  brick  4 
inches  thick,  and  in  which  Z%  tons  of  iron  hare 
been  run  down  in  seven  hours.  Iron  chills  or 
moulds  are  put  around  the  ends  of  the  rails  at  the* 
joints,  loam  being  packed  around  to  prevent  loss 
of  metal,  the  iron  is  then  poured  in,  and  in  fire 
minutes  is  cooled  and  the  chair  is  perfect.  120 
chairs  have  been  cast  by  this  manner  from  one 
cupola  in  one  day. 

There  can  be  no  settling  of  the  ends  of  the 
rails  by  this  manner  of  connection,  a.s  a  Hue  of  rails 
thus  becomes  a  continuous  girder. 

Improvement  in  forging    Scrap  Iron^. 

An  important  improvement  is  said  to  be  prac- 
tised at  some  of  the  English  Forges,  where  scrap 
iron  is  worked  up.  Instead  of  carrying  the  piles 
for  some  distance  to  the  rolls  or  hammers  before 
being  compressed,  and  during  which  the  "  scale  " 
is  forming,  an  anvil  is  fitted  directly  at  tbe 
mouth  of  the  puddling  furnace  and  a  hammer  ai  - 
ranged  over  head  so  as  to  drop  once  or  more,  at 
pleasure,  upon  the  opening  of  the  lurnace  door.— 
A  hammering  weld  is  thus  taken  at  the  moment 
the  iron  leaves  the  furnace.  In  rolling,  the  ends 
of  the  piles  are  not  overdrawn  as  is  usually  the 
case,  and  a  considerable  anionnt  of  "  cropping'  at 
the  shears  is  saved.  The  (lualiiy  of  the  iron  is 
said  to  be  improved  $5  per  ton  by  tlii?  mode  of 
working. 


<^ 


Can  a  State  Seize  tbe    Property  of  an   Indl- 
Tidual  t 

It  is  stated  that  Governor  Biglcr  has  gone  to 
Erie  to  take  possession  of  the  Franklin  Canal  com- 
pany's road.  We  do  not  understand  that  he  is 
competent,  on  behalf  of  the  State,  to  do  this.  If 
the  road  has  been  constructed  without  a  suflScient 
charter,  then  the  original  stockholders  become 
tenants  in  common  in  the  property.  Their  title  to  .^ 
it  is  not  impaired  ;  the  relations  they  sustain  to  it 
only  changed.  They  may  have  no  right  to  run 
their  road,  but  they  clearly  cannot  be  ditipossessed  of 
their  property.  Neither  locomotive  engines,  cars, 
nor  the  road,  are  contraltand,  even  in  Pennsylva- 
nia ;  and  as  we  understand  it,  they  may  be  trans- 
ported thraugh,  the  State,  or  out  of  the  State,  by 
their  lawful  owners.  The  real  estate  of  a  road 
constructed  without  a  valid  charter,  either  reveits 
back  to  the  original  owners,  or  becomes  vested  in 
the  stockholders ;  or  perhaps  in  the  Directors,  in 
trust  for  the  stockholders.  So  Governor  Bigler 
maj*  have  gone  on  a  fruitless  errand  after  all.  The 
owners  of  the  road  may  retire  with  their  portable 
property  into  Ohio  or  New  York,  and  leave  the 
Governor  in  possession  of  a  fii-ld,  barren  both  of 
laurels  or  spoils. 


Portland,  Saco  and  -portsntoutli  Railroad. 

The  accounts  of  the  P.  S.  &  P.  Railroad  are 
made  up  to  the  end  of  November  in  each  year. — 
We  give  below  a  statement  showing  the  com- 
parative amount  of  passengers  and  the  relative  in- 
crease between  tbe  financial  years  1652  and  1863. 

V  1852  1863. 

Number  of  passengers,        22,369  264,080 

Receipts $208,669  11       $244,110  84 

Increase  in   1868  over  1862,  $36,441  23,— or  16 
per  cent. 

■'  '  •-  ■-■  -      •  ./  -      i    -    ; 
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Progress  an<t  Finances   ot^St>  liOuis< 

Pop.  Assessed  value  of  proty. 

1840      16,6i9  S8,682,50G 

1850      74,439  29,676,649 

1862  94,000  38,281,669 

1863  100,000                                 "         39,397,186 
Receipts  into  city  treaaury  for  year  end- 
ing in  August  1853,  were Sl,124,468 

The  population  and  wealth  of  the  city  have  dou 

bled  every  five  years  since  1833. 

L    Imports  of  Saint  Louis  1853 *91 7,000 

Receipts  of  Flour  1853 bbls.737..000 

The  present  debt  of  the  City  of  Saint 
Louis  in  bonds  sold,  exclusive  of 
railroad  bonds  is Sl,900,206 

The  dobt  of  the  County  of  St.  Louis  in 
bonds,  exclusive  of  railroad  bonds, 
is 707,000 

ToUl $2,667,290 

Debt  of  the  city  in  bonds  delivered  to 

railroad  companies 1,075,000 

Deb^  of  the  county  in  do 400,000 

In  addition  to  the  above  the  city  has  authorized 

to  be  issued : 

Bonds  for  railroad  subscriptions Si525,000 

Conditional  additional  subscription  to 
the  North  Missouri  and  Iron   Moun- 
tain Railroad 400,000 

Bonds  for  city  purposes 672,000 

Total Sl,597,0OO 

County  bonds  authorized  to  be  issued, 
bat  not  yet  delivered,  to  railroads . .     1 ,300,000 

City  and  county  bonds  to  be  issued  82,897,000 
Of  the  city  and  county  bonds  to  be  issued  about 
S500,000  are  yet  unsold.     And  m.iking  the  neces- 
sary change  of  this  amount  in  the  above  calcula- 
tion, the  result  is  as  follows  : 

City  and  county  bonds  sold $3,642,296 

Do.  authorized' but  not  sold 3,397,000 

Totel $7,030,296 

In  regard  to  the  above  $1,300,000  proposed  to 
be  issued  we  understand  that  it  is  probable  that 
that  intention  will  be  abandoned  and  a  direct  tax 
for  the  benefit  of  the  roads  which  were  to  receive 
them,  laid  instead. 

BclleTllle  and  Illinolatown  Rallvoadi 

This  road  was  originally  designed  to  connect 
Illinoistown,opposite  Saint  Louis,with  Belleville,  in 
St.  Clair  County.  The  direction  is  nearly  south 
east  from  Saint  Louis.  By  a  section  of  its  charter, 
by  which  it  was  authorized  to  connect  with  any 
other  road  in  the  SUte,  it  has  been  proposed  to 
extend  the  road  north  to  Alton,  and  south  to  a 
point  of  connection  wit ;  the  Central  Road  near 
Cairo.  The  objects  sought  are,  first,  a  southern 
outlet  to  St.  Louis,  connecting  with  the  Mobile 
and  Ohio,  and  other  roads  on  the  great  southern 
and  south  eastern  lines ;  and  second,  a  general 
connection  of  the -northern  and  southern  systems 
of  railroads  terminating  respectively  at  Alton  and 
Cairo.  The  people  of  Alton,  anxious  that  the 
northern  roads  shall  Urminale  in  their  city,  have 
denied  the  right  of  extension  of  the  Belleville 
Company,  and  the  con-struction  of  the  charter  of 
the  road  has  therefore  been  carried  l)efore  the  Su- 
preme Court,  where  it  will  be  soon  decided. 

In  a  recent  letter  of  the  President  of  the  Com- 
pany, Jas.  L.  D.  Morrison,  to  the  Belleville  Ad- 
vocate, it  is  stated  that  the  grading  and  masonry 
of  the  road  are  completed  between  Illinoistown 
and  Belleville,  the  grading  across  the  bottom  being 
above  the  high  water  of  1852.  The  securities  of 
(he  Company,  amountiiig  to  $600,000  have  been 


sold  and  the  entire  proceeds  invested  in  iron,  the 
Company  having  about  13,000  tons  of  rails.  In- 
voices of  2,800  tons  have  been  received,  and  from 
the  time  it  has  been  at  sea  it  is  expected  to  be  at 
New  Orleans.  Two  miles  of  the  road  from  the 
Mississippi  river  have  been  laid  with  rails  borrow- 
ed from  the  Ohio  and  Mississippi  Company,  and  in 
thirty  five  days  from  the  receipt  of  their  own  iron 
the  President  states  that  the  road  will  be  opened 
to  Billeville.  .  :   .     "    . 

The  President  states  that  locomotives  of  the 
best  class  have  been  purchased  from  the  New 
Jersey  Locomotive  Company  of  Paterson,  and  that 
these  are  onlj-  now  detained  on  their  way  by  tlie 
lawless  proceedings  at  Erie, 


New  lioconiollve  Shop  at  Dayton,  Ohio. 

Wo  observe  that  a  company  has  been  formed 
with  a  capital  of  $100,000,  for  the  manufacture  of 
locomotives  in  Dayton.  The  principal  stockhold- 
ers are  the  following : 

E.  Thresher  &  Co.  ^10,000 ;  H.  Doolittle  $10,- 
000;  D.  Beckel  $10,000;  Harshman  «&  Wiaters 
$10,000;  L.  Kinsley,  of  Canton,  Mass.,  $10,000; 
\V.  &.  W.  P.  Hufl'man  $10,000.  The  remainder  of 
the  stock  is  owned,  as  we  learn,  in  amounts  of 
$5,000. 

The  character  of  the  parties  interested,  the  de- 
mand for  Railway  machinery,  and  the  advantages 
which  Dayton  enjoys  for  its  manufacture,  will 
make  this  one  of  the  leading  establishments  of  its 
kind.  The  managers  are  from  the  Taunton  Loco- 
motive Works,  of  Taunton,  Mass. 


Manufacture  of  Itailrotd    Machinery 
In  the  South 

The  Richmond  Exaviimr  speaks  in  rather  dis- 
couraging terms  of  the  progress  of  car  and  engine 
making  in  Virgini.i.  We  are  pleased  to  know, 
however,  that  those  establishments  in  Virginia 
which  have  founded  their  business  upon  the  prac- 
tical knowledge  and  skill  of  their  proprietors  have 
been  in  no  way  unfortunate  in  their  operations,  nor 
have  their  productions  been  such  as  Northern  shops 
need  be  ashamed  of  We  know  particularly  of 
engines  of  a  high  character  of  design  and  work- 
manship which  have  been  built  in  Virginia  for  the 
Northern  Market,  and  one  has  been  placed  within 
a  short  time  upon  the  Hudson  River  Railroad.  The 
E.ramiiier  says : 

'■  We  descend  to  the  small  gear  of  Railroads, 
and  manufacture  passenger  cars  as  strong  and 
rugged  as  drays,  and  heavy  ^enough  unloaded  for 
one  engine  to  the  half-dozen.  We  manufacture 
locomotives  at  ofi'-h.ind,  wholesale  pace,  which  ex- 
plode standing  stock  still,  without  the  least  provo- 
cation, killing  only  a  few  husbands  and  fathers, 
and  instead  of  being  ashamed  of  our  bad  handi- 
craft we  ask,  with  the  complacency  ofthe  Irishman  at 
the  show,  vk  ho  got  blown  through  the  roof  and  was 
landed  in  a  distant  end  of  rhe  town,  thinking  it  a 
part  of  the  performance — "  what  comes  next  1" — 
We  talk  of  establishing  Vulcan  Iron  Foundries  in 
Richmond,  and  on  the  line  of  the  Covington  and 
Ohio,  on  semi-State  account,  that  will  spin  out 
Railroads  by  the  yard,  and  thrash  locomotives  and 
car  wheels  out  of  pig-metal  like  a  wheat  rfiacbine. 
Verily,  we  are  prodigious  on  Railroads  in  Virginia, 
and  enjoy  a  degree  of  illumination  on  the  subject 
which  the  English  and  the  Yankees  can't  hold  a 
candle  to." 


To  Railroad  and  Canal  co/s, 
Conti'actors,  &.c. 

THE  undersigned  would  direct  the  attention  of  Chief  En- 
gineers and  Contractors  to  the  ftcilitie*  they  poesess  for 
Euppl>ing  them  with  laborers,  muchanics,  *c.  of  any  deschiv 
lion,  aiiil  al.«o  to  inform  them  tliat  they  forward  fuch  men  to 
whatever  detitination  they  may  bo  required. 

Comjianiea  or  Contractors  dexiroug  of  receiving  steady  and 
industrious  men,  will  be  proinpUj-  .<upplio<l  at  the  shortest  po;- 
Rible  notice. 

JOHN  J.  HELLING  i  CO. 
No.  85  Grewwich  street,  New  York. 

;■       V    To  Contractors. 


LAFAYETTE  RAILROAD. 

SE.^LED  PROPOSALS  will  bo  received  by  the 
undersigned  at  the  Engimors  Office  of  the 
Lafayette  Railroad,  No,  23  Spaulding'.s  Exchange, 
Buflalo,  N.  Y.,  until  Tuesday  at  12  M.  the  7th  day 
of  February  next,  for  the  graciing,  masonry, 
bridging  and  the  entire  construction  of  17  miles 
of  the  Lafayette  railroad  from  the  State  line  of 
New  York  to  Lafayette,  Pa.  Plans,  profiles  and 
specifications  are  ready  for  examination  by  parties 
wishing  to  contract. 

Any  further  information  in  reference  to  the 
work,  may  be  obtained  on  application  to  the  Hon. 
C.  S.  Woodhull  133  Nassau  str..  New  York,  or  of 
the  undersigned. 

E.  R.  BLACKWELL, 
'"  Chief  Engineer. 

Buffalo,  January  2ith,  1854. 


Railroad  Iron. 

-  Arvn  TONS  T  EAILS,  about  one-half  weighing  69  lbs. 
■Jf\Af\J  per  yard  and  the  remainder  66  lbs.  per  yard  now  in 
bond  and  for  sale  by 

JOHN  H.  HICKS, 
2d  Feb'y.  90  Beaver  street 


Notice  to  Contractors. 

Chikf  Engineer's  Office,  i 
Norfolk,  Va.,  Jan.  8,  1864.     \ 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  Oflice,  from  the  1st  until 
the  20th  day  of  March  next,  at  sundown,  for  the 
"  clearing"  and  "  Graduation"  on  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  its 
terminus  at  Petersburg — covering  a  disUince-  of 
about  eighteen  miles ;  also,  for  the  "  Culvert'  and 
"Bridge'  Masonry  of  the  last  section  of  said 
work. 

At  the  same  time,  scaled  proposals  are  invited 
for  the  "  Abutment"  Masonry  of  "'  Bridges"  over 
the  Eastern  and  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sections  of  about 
three  miles,  and  bids  m.iy  be  made  for  one  or  more 
of  said  sections. 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  the  1st 
of  March. 

Specifications  with  forms  of  contract  and  pro- 
posal may  be  had  of  the  undersigned  afler 
date. 

Payments  will  be  made  in  current  funds  during 
the  progress  ofthe  work,  in  proportion  of  four-fifths 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  under- 
signed, evidence  of  their  responsibility  will  be  ne- 
cessary ;  and  of  those  to  whom  work  shall  be  al- 
lotted, will  be  required  bond  and  approved  securi- 
ty in  an  amount  not  exceeding  one-fifth  of  the 
amount  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  the  same. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  work 
at  all  seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  moet 
responsible  contractors. 

,  ....      ;      W.  MAHONE, 
Chief  Enginetr. 

January  19. 
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BLAKE'S  , 

PATENT  FIRE-PROOF  PAINT.  ! 

THIS  extraordinarj'  substance  has  now  been  tested  nearly  nine  years,  and  its  Fire  and  Weather  Proof  qualities  are  most  extraordiuarj-.     Instead 
of  the  action  of  the  weather  destroying  the  coating  as  it  does  ordinary  paints,  it  only  serves  to  turn  it  to  a  perfect  slatf  or  slone,  protecting  whatever 
covered  from  the  action  ofjire  and  weather,  as  will  be  seen  by  the  testimony  of  the  following  persons. 


BoRTON  Green,    being   called   in  the  case   of  i  Office  ot  »«  Philadilphia&ReadihoEai^lkoad  Co.  ^ 
Blake  vs.  Belknap,  after  being  duly  sworn,  testi- 
fies and  says,  that  he  resides  in  Ohio.  A  few  days 


at.:  J  ,  L-      ,  ,    ,«-..  ,o.«      >  ■    Office  of  Mastbb  of  Road,  Baltimore  ic  Ohio  R.  R.  f 

Phitadeiphta,  July  Uth,  1850.      >>  Baltimore   Sw  3d  1861       \ 

Dear  Sir  :— ThisCompany  have  been  and  are  luing  BLAKE'S^    Dear  Sir  -Afltr  using  "Blake'e  Patent  Ohio  Fire  Vroct  P«ini'' 

FIRE  PROOF  OHIO  PAINT  extensively  for  Bridge,  and  for  the  Hut  year,  I  hav?  concluded  to  giqe  you  w^ditXj 

Buildings.    In  the  course  of  time  it  becomes  verj  hard,  and  order  fbr  40  bbU.    1  feel  a  pleasure  in  8a\1ne  that  I  consider  it 

seems  to  be  both  fire  and  water  proof  under  any  ordinary  cir-  the  beat  material  for  covering  Wood,  Brick,  or  Iroa  now  in  use. 

We  decidedly  prefer  it  fbr  the  purposes  naniedj  Respectfully  your  Obdt.  Servant. 


ciimstances. 

above,  to  any  paint  we  have  hitherto  used,  as  it  cosU  less  and!  w.  BOLLMAN    Master  of  Road- 

is  much  more  durakle.  _  ,         »     wi  »twi. 

^  JOHN  TUCKBR,  President  Scpebistt  Officb,  Richhoxd  it.  FRBDtRiorsBCao  R.  R.  > 

Ebgikebr's  Departmest,  p.  R.  R.  Co.  )      Dear  Sir  —In  reply  to  your  inquin-  in  "n^rencc^'ui  ^^mn^ 

Phiiad^phia,  Feb.  nth,  1860.      S  ftctioo  with  Blake's  Patent  Paint,  «Jld  us  last  Sprinir    I  would 

Dear  Sir :— Having  used  Blake's  Fire  Proof  Paint  on  this  Road  say  that  we  are  so  well  ploa^od  with  it  that  I  sli.  mM  like  to  have 

ftJT  two  years  past,  I  am  sufficiently  satisfied  wiih  its  superiority  you  ship  us  seven  bbla,  more  of  the  Chocolate  at  your  earliest 

to  continue  its  application  to  all  the  structures  and  cars  on  thecoovenicnce.     Yours,  &c. 

line  of  the  Penna.  railroad.     Yours,  very  respeclftilly,  THOS.  SHARP,  SupL  R.  F  and  P  R.  K. 

Chief  Engineer.  —  ■  .       *». 

JiscTios  Haxover  Cor»TT,  November  Ut  U&L 

,  Apnl  20th,  1852      The  Virginia  Central  Railroad  Co.  have  Uh«  and  are'  uaki« 

P^ar  Sir  ; — Shin  imniM^ijirelv  thn  flftv  Imrrf^ta  vpf    Mn<1olivt>rcul  nialr^.'u  V,ro  Pfvw\f  ni.i^  ii«....  — .„..  i..  .i..  *      ^      .  ^  * 


rwiroau.      i  our%,  very  reepe< 

J.  EDGAR  THOMPSON, 


since  examined  a  house  that  had  been  painted 
nearly  eight  years  with  said  paint,  and  to  all  ap- 
pearance,  it  was  as  perfect  as  the  day  it  was  put 
on,  and  could  even  now  see  distinctly  the  brush 
marks  upon  the  surface. 

Norman  Rcdd  being  called,  and  duly  sworn 
in  the  above-mentioned  case,  says  that  he  was 
owner  or  part  owner  of  a  large  Machine  Shop 
situate  in  Newmarket,  N.  H.,  that  the  Shop  took 
flre  and  burned  down,  loss,  $50,000.    The  roof  of 

a  largo  Foundry  near  by,  was  covered  with  this  OrricB  Pesna.  r.  r. 

paint,  a  Cupola  upon  the  Foundry  was  not  painted  ,        Dear  Sir  :— Ship  immediately  tho  any  barrels  yet  un-ielivered  Blake's  Fife  Proof  Ohio  Paint' cxtenbivTlvforBrid^'^   Car  wo? 
it  took  flre  and  fell  on  to  the  roof  and   burned  up,    S*".*^i*"^?i°L°?f  ^"^^  '^'™"  ^Jl^^'  ^*^'  *"""*  Proof  &c.    We  decidedly  i>reter  it  for  the  pu^i^  naiSed  above  to 

without  apparenUy  injuring  the  roof,  except  to   ^.^f^^'l^j^'io'^o^^yS.i'^  ^  'Z.^  "'  *""  '"^  use<i,  « it  coats  tess  and  is  much  more 
char  the  boards  underneath.  I  Yours  tra(y,  I  i-  b    mastiv    &«» 

_  :  .   -  J.  EDGAR  THOMPSON.  _  *-  *•  ^^^.  8««Pt- 

AmesbuTu,  Conn.,  August  \%th,  1861.'         a^^^r,,  i..„<.^.n   *„JZ.t^  n^    k. „wot,a  ifi<;i  PHirABA.  Wil.iir«iton  &  Baltimoee  R.  r.  / 

ITT-                             i      ^ \.\.     V         •           ^  ii.       A                      GEORGIA  Railsoad,  jlu^ttsto,  Ga,  Aoremcer  27m  1851.'  Baltinwre  Sevt  loth    iRsi       t 

We  were  present   at   the  burning   of  the   Ames-        Dear  sir  .-Please  flimiah  us  with  OO)  thirty  bbls.  Blake's  i    I  have  used  Blake's  Ohie  Paint  fo/frur  y^r^.  aZd  havel 
bury  Factory,  which  was  struck  by  lightning  on    ^i~»  ^-^^ '>-'-• '^»>~'"'- •-«"'"'"-   iir«k.„_i — .,„:__  di.i„v,i..  .„  v ..- _, 

the  10th  of  July  last,  and  which,  with  the  sur- 
rounding buildings,  was  painted  with  Blake's  Ohio 
Fire  Proof  Paint,  and  have  no  doubt  but  that  all 
the  surrounding  buildings  would  have  been  con- 
sumed had  they  not  been  painted  with  said  paint. 

JOHN  TALBOT,  Superintendent. 

DAVID  TALBOT,  Agent. 

Akron,  Ohio,  May  22d,  1860. 
This  may  certify  that  we  have  been  acquainted 
with  Blake's  Patent  Pire  Proof  Paint  for  some 
years,  and  are  well  assured  that  it  is  really  what 
its  name  indicates— ^rc-jwo<>/".  We  consider  it  a 
better  flre  proof  than  tin  or  zinc,  and  will  insure 
buildings  covered  with  it  at  a  much  lower  premium 
than  those  covered  with  the  above-mentioned 
metals. 

H.  K.  SMITH,  Sec.  Summit  Mut.  Fire  Ins.  Co. 

DAN'L  S.  LEE,  Ag't  of  Medina  Co.  Mut.  Ins.  Co. 

D.  R.  HADLEY,  Ag't  of  SUrk  Mut.  Ins.  Co. 

R.  F.  CODDING,  Ag't  Portage  &  Farm's  Ins.  Co. 

J.  A.  BE  ALES,  Ag't  Portage  Ins.  Co. 

WHEELER,  LEE  &  CO.,  Col.  Ins.  Co. 


The  best  evidence  of  the  value  of  an  article,  is 
from  the  fact  of  persons  of  practical  skill,  having 
used  in  years  past  large  quantities,  and  still  con- 
tinue to  order  largely  for  future  use. 


Dear  Sir  ; — Please  flirnish  us  with  

Fire  Proof  Paint,  Chocolate  Color.   We  have  been  using  Blake'slit  to  be  an  article  of  great  economy  and  value   and 

Fire  Proof  upon  Freight  Cars  and  Buildings  for  the  last  Uiree'to  supersede  for   most  punxjeea  all  other  ixiinu    lor  Piiblic 

years,  and  it  gives  me  pleasure  to  state  that  we  have  found  itBuiklings  and  Private  Re«ideacefi.  ' 


both  more  economical  and  durable  than  auy  other  kind  of  paint 
F.  C.  ARMS,  Gen.  Sup't. 
I  fully  concur  in  the  above  recommendation. 

JESSE  OSMOND,  Sup't  Car  Factory. 


1.  R.  TRIMBLE,  G«Deral  Ageot. 


^       ,.        „.  .        Atlahta,  i>eref»A«r  10/A.  1851. 

Dear  tir  :-  Pleaae  seodine  for  the  AtJanU  and  LagrsnceRail- 
road  Co.,  20  bbla.  Blake's  Fir*^  Proof  Paint,  CItocolate  Color     I 
Portland,  April  Ulh,  1861.     |have  used  the  paint  for  vanoua  {wrpo««».  and  am  wcU  aati^ 
Dear  Sir :— I  have  requested  Mr.  Emory,  Ag't  and  Uupd't  oTthat  it  makes  a  good  and  durabtocfMi^^  »au«iea 

the  Y,  dc  C.  Raihxwd,  to  give  you  an  order  for  twenty  bbl&  ofi  UP.  GRANT.  Rw  A  sio't  A  &.I    R<iltr><l 

•  SrPBKiNT'r's  OrricE,  S.  W.  Railroad. , 


Blake's  Ohio  Fire  Proof  Paint,  for  the  use  of  this  Road  ;  and  I 
take  pleasure  in  adding,  that  I  regard  it  as  an  article  superior  to 
any  other  introduced  into  the  market  and  use,  as  also  more  eco- 
nomical in  price,  for  coating  DupoLs,  Cars,  and  everj-  other  ma- 


Dear  Sir  : 


Macon,  December  Uh.  1861.      \ 


^f,"*^  f'"P_"*'  ****  '^  Central  Raili^d  Ag«ot. 
bbls  Blake's  Fire  Proof  Paint 


terial  of  wood  or  metal,  exposed  either  to  flre  er  weather  ;  and<Sa>-annah,  2  bbls  Blake'sFire  Proof  Paint 
I  can  cheerfully  concur  in  recommending  it  accordingly  for  most      I  have  used  on  the  Central  Kailroa.l  and  on  this  road  >  mo. 
uses  and  roofs  generally.    Please  forward   the  amount  of  Mr  jsiderable  quantity  of  the  above  Paint  in  the  laat  four  vparT  «>^ 
Emory's  order  by  the  earliest  conveyance.  ihaqe  no  hesitation  in  pronouncing  it  the  beat  aoaerfcff  far^^ 

J.  0.  J.  SMITH,  President  York  and  Cuanberland  R.  R, ,  that  I  know  o^  a,  ,  protectWOfromX  WMth^ToMJre!^ 

:      ,  Camdek  &  AnBOT  Railroad  Office.  >  j  _         GEO- W.  ADAMS,  Sup't. 

.       ,       Bordentown,  Mmrch  ith,  1851.      S  Macob  dr  Westerb  R.  R  ,  Macon  Dec  tth    1861 

In  reply  to  your  intjulry  as  to  your  opinion  of  Blake's  Ohio.     Dear  Sir  ;-You  will  please  furnish  tor  thiiComDam-  8  bhk* 

Piro  Proof  Paint,  I  would  state  that  we  liave  u*ed  considerable  Blake's  Patent  Fire  Proof  PaiiiL  (Black   color  i  and  4  bl2" 

of  it  during  the  last  two  years,  and  consider  it  a  first  rate  article.  Chocolate  color-in  all  12  bbU.  We  havp  her<>tofo're  used  BlijrTf. 

Md  hereafter  shall  prefer  it  to  any  other  paint,  for  Buildings,  Fire  Proof  Paint  on  Treight  Cars  and  BuUdinas  with  much  ttb^ 

Bridges  and  Cars  outside.  faction,  considering  it  both  ecooomica]  and  durable, 

B.  S.  VAN  RANSELLER,  Superinteodaot  \  ^ 


Exo'R's  Office,  Baltimore  &  Ohio  R.  R. 
Dear  Sir : — Being  satisfied  with  the  testimonials  you  here  pro- 
duced, that  Blake's  Fire  Proof  Paint  which  you  have  for  sale  ia 


We  have  been 


EMERSON  FC)OTE,  Sup't. 

MOKTOOMERT   dc  W.  PoiBT   R.  R.  Co.  f 

Montgomery,  January  2Ul,  1852      \ 
using  Blake's  Patent  Ohio  Fire  Proof  Paint 


a  valuable  arUcle  for  the  purposes  wh;ch  ihey  menUooed,  I  now  for  several  years  for  painting  Cans  and  Buildings,  and  have 
pve  you  an  order  tor  60  barrel,  of  350  lbs.  or  thereabout^,  of  highly  pleased  with  it     You  may  send  .i»  tweiT^'  barrels  of  tfca 
the  i»iut ;  26  bbU.  of  Bliwk  and  25  bbls.  Chocolate  ci^or.    Cod-  paint ,  fifteen  of  the  Chocolate  color  and  five  of  ilie  Slate  cS(?^ 
sign  the  paint  to  Jas,  B.  Jordoo,  Mount  Clear  Depot,  Baltimore.  E««pectftilly  «;-»c:vufi». 

B.  H.  LATROBE,  Chief  Engmeer.l  saM'L.  G.  ioNES,  Engineer  A.  SuperintcodaBl. 


ALL  ORDERS  ADDRESSED  TO 


WILLIAM  BLAKB,  Patentee. 


119  Pearl  Street,  AVir  Ycrk. 


To  Locomotiye  Gng^ine  Buil< 
ders  and  Bngriueers. 

THE  Proprietors  oflfer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op 
posite  the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminua  and  depot  of  the  New  Orleans, 


Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma 
nufacture  of  Railroad  Machinery,  and  as  the  Rail 
road  Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offfered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery,— 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
gei^rally. 

Applications  from  r^qxniglble.,  puUes  will  be 


promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements.  i 

Letters  may  be  addressed  to 

I  R.  B.  SUMNER, 

No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  bv  applying 
to  Messrs.  Barstow  &,  Pope,   Pine  Street.  New 
rork. ■      ' 

~     Railroad  Iron. 

1  i)  F\C\  '"***  ^'^'*  ^*''^"'  Guest  and  Co's  make,  wetgfaiag 
L^UxJ  67  >i  lbs.  per  yard,  to  be  shipped  from  Walea  to  Ju- 
y  and  August,  for  this  port— for  aale  by 

BOORMAN,  JOHNSTON  A  CO 
June  9,  1863. 90  Broadway.  New  Yotk. 

Railroad  Iron. 

THE  "  Moniour  Iron  Company"  Is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exaeeding  30 
feet  per  rail.    Apply  to 

THOS.  CHAMBERS,  PreaidenL 
69  Beaver  st,  N.  Y., 
Sflptamber,  1860.  ' 


90 
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Valuable  ~ 

Engineering  and  Mechanical  Works, 

Imported  and  For  Salk  by 


1>EMPSEY'S 
ENGINEER. 


JOHN  WILEY,  167  Broadwav. 
PRACTICAL      RAILWAY 
I  vol.   4to,    with  60  Eq- 


gravings,  bound  in  ha'f  Morocco SI  1  00 

SCOTT'S     ENGINEERS'    AND     MACHI- 
NISTS' ASSISTANT,   2  vols.  Quarto..  .    20  00 
TREDQOLD    on    the  LOCOMOTIVE  EN- 
GINE, half  calf 15  00 

„  on   the  MARINE  ENGINE,       ' 

half  calf 24  00 

on   the    STATIONARY  EN- 
GINE, &c.,  half  calf 24  00 

TREATISE  on  the  STEAM  ENGINE   by 

the  Artizau  Club 6  00 

WEALE'S  THEORY,  PRACTICE  and  AR- 
CHITECTURE   of    BRIDGES, 

3  large  vols.,  half  bound 25,00 

SUPPLEMENTARY  VOL.  (just 

published),  half  bound 14,00 

TEAU TWINE   on  RAILROAD   CURVES, 

turk 1  00 

on  EMBANKMENTS  AND 

EXCAVATIONS 1  00 

WILMES'  HANDBOOK  of  PLAIN  and 
ORNAMENTAL  MAPPING,  and  En- 
gineering Drawing,  for  Civil  and  Mecha- 
nical Engineers 7,50 

WOOD'S     PRACTICAL     TREATISE    on 

RAILROADS,  8vo 5,00 

RYDE'S  TEXT  BOOK  for  the  USE  of  AR- 
CHITECT S,    ENGINEERS,    SURVEY- 

ERS,  &c.  1  vol  Royal  8vo 8,50 

GREGORY'S  MATHEMATICS  for  PRAC- 
TICAL MEN.  8vo G,00 

BARLOW  on  the  STRENGTH  of  MATE- 
RIALS and  on  CONSTRUCTION 4,50 

LARDNER  on  the  STEAM  ENGINE.  New 

Edition 200 

SCRIBNER'S  ENGINEER'S,  SURVEY- 
OR'S   and  CONTRACTOR'S    POCKET 

TABLE  BOOK 1,50 

SCRIBNER'S  ENGINEER'S  and  MECHA- 
NIC'S COMPANION 1,50 

BUCK  ON  OBLIQUE  BRIDGES.  Illust- 
rated with  Plans,  &c. 4,00 

EXAMPLES     of    RAILWAY     MAKING. 

With  PRACTICAL  ILLUSTRATIONS..     3,50 
SIMM'S   on    LEVELLING  and  SETTING 

OUT  RAILWAY  CURVES.  8vo 2,25 

SIMM'S  on  MATHEMATICAL  INSTRU- 
MENTS, 8vo 2,25 

HAUPT    on    BRIDGE    CONSTRUCTION. 

Svo 3,00 

QUESTED'S  TREATISE  on  RAILWAY 
SURVEYING  and  LEVELLING.     8vo...     1,75 

Together  with  sm  extensive  assortment  of  Books 
in  every  department  of  science. 


LiVWRENCi:  SCIENTIFIC  SCHOOL, 
Harvard  University. 

THE  next  Term  of  this  Institution  will  open  on 
the  second  day  of  March,  1854,  and  continue 
twenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Prac- 
tical Exercises,  according  to  the  nature  of  the 
Study,  will  be  given  in : 

Astronomy by  Messrs.  Bond. 

Botany „  Prof      Gray. 

Chemistry,     analytical     and 

practical „      „        Horsford. 

Comparative    Anatomy    and 

Physiology „       „        Wyman. 

Engineering „       „        Eustis. 

Mathematics ,      „        Pierce. 

Mineralogy „       „        Cooke. 

Physics „      „        Lovering. 

Zoology  and  Geology „        Agassiz. 

For  further  information  concerning  the  School 
application  may  be  made  to  Prof  E  N  Horsford, 
Dean  of  the  Faculty. 

Cmmiridge,  Mass.,  January  1864. 


NEW  YORK 

Wrouiirht  Iron  Railroad 
Chair  Company, 

Office,  88  Exchange  Place,  New  York. 

A.  B.  Lansikg,  President. 


THIS  Company  Is  prejarwl  to  receive  ord«n  for  the 
facture  of  Wrought  Iron  Railroad  Chairt  of  tha  beat  ma- 
terial, 00  a  new  and  superior  model,  and  by  improved  pat«Dt«d 
machinery.  | 

The  thickness  of  the  Lips  of  the  Chair  increases  through  the 
bend,  where  the  Kreateot  strength  is  req\iired,  and  diminiahaa 
towards  the  edge  ;— so  that  a  1^  weight  of  metal  may  be  used 
and  a  strength  acquired  equal,  if  not  superior,  to  that  of  a  heavier 
Chair  of  uniform  thickneaa. 
^- 

GALENA   &  CHICAGO   UNION  R.  R.   CO 
Secrelnrif's  office,  Chicago,  Jaii'ry  'list,  1854 

Notice  to  Stoekholders. 

NOTICE  is  hereby  given  to  the  Stockholders 
of  the  GALENA  &  CHICAGO  UNION  R.  R 
CO.,  that  a  dividend  of  ten  per  cent,  on  the  capital 
stock  paid  in  (entitled  to  dividends)  for  the  six 
months  ending  January  Rlst  1854,  has  been  de- 
clared. 

The  Income  of  the  road  having  been  used  for 
construction  purjwses,  tlie  dividend  will  be  pay 
able,  on  and  after  the  first  day  of  February  next 
at  the  office  of  the  Comi)any,  in  dividend  certi 
ficates,  redeemable  at  the  pleasure  of  the  holder 
in  full  paid  Consolidated  Stock  of  the  Company 
when  presented  at  this  office  in  sums  of  One 
hundred  dollars. 

Bv  order  of  the  Board  of  Directors, 

W.  M.  LARRABEE,  Secretary. 


FULTON  CAR  WORKS, 

CINCINNATI,  OHIO. 

WE  respectfully  call  llie  attention  of  Railroad  Com^ianieii  and 
Contractors  in  the  West  and  South  to  our  estaltliFhment. 
Our  fiicilities  for  maniiracliirini;  are  extensive,  our  work  is  made 
fi-om  the  Vst  mutcriul  tha  country  atlord^  an<l  of  the  most  su 
perior  workniauship-  We  are  prepared  to  execute  to  order  oo 
short  notice  Pa**enger  Cars  of  the  most  ar>provod  description 
and  elegant  tiiiish  ;  BagKa'je,  Freight,  Cattle  and  Gravel  Cars, 
also  Crank  and  Lovi-r  Hand  Cars,  Tnicks,  an<l  Railroad  work 
generally. 

Washburn  Car  Wheels. 

Having  secured  tlie  eiclusivc  rijiht  to  make  and  sell  this  cele- 
brated wheel  in  Cincinnati,  Coviiijfton  and  Newport,  we  are 
prepared  to  ftiniish  them  in  any  quantity,  eiiher  fitte<l  with  azlas 
or  ueparate.  Tlit«c  wheel."  are  ma<le  of  the  best  o'  iron,  mixed 
in  mnst  approved  manner. 

Cincinnati,  Ohio,  January  \%th    1854. 

KECK  &  HCBBA&D. 


Rail  Road  Lettinsr. 


Briffging  <tf  that  part  of  the  1st  Division  of  the 

EVANSVILLE,  INDIANAPOLIS,  AND  CLEVE- 
LAND STRAIGHT-LINE  RAIL  ROAD, 
Extending  from  E\an8ville  to  the  Crossing  of  the 
Ohio  and  Mississippi  Rail  Road,  in  Daviess  Coun- 
ty, a  distance  of  fifty-four  miles. 

The  work  will  be  divided  into  sections  of  about 
one  mile  e;tcb,  and  proposals  will  be  received  for 
one  or  more  sections,  or  for  the  whole  line. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  afTter  the 
1st  of  February,  and  all  necessary  information 
given  on  application  to  W.  C.  Moohe,  Chief  Engi- 
neer. 

0.  H.  SMITH,  President, 
W.  CARPENTER,  Vice  Prest. 

Evansville,  Jan.  2,  1854.  * 


NEW  YORK  Sl  £R1E  RAILROAD^ 


i 


New  York,  December  31,  1853. 
have  for  sale  on  favorable  terms,  the 


fol- 


THE  NEW  YORK  &  ERIE  RAILROAD  COMPANY, 
lowing  Schedule  of  Rolling  Stock  of  the  Gauge  of 

FOUR  FEET,  TEN  INCHES,  , 

all  of  which  can  be  delivered  immediately.  *  •  > 

It  can  be  seen  at  Paterson,   and  is  the  entire  stock  of  the  Union  Railroad,  the  Paterson  ds. 
Ramapo  Railroad,  and  the  Paterson  &  Hudson  River  Railroad. 

Reasonable  credit  will  be  given  on  the  above,  on  satisfactory  security. 

CHA'S  MINOT,  Sup't. 
SCHEDULE.  . 


ENGINES. 


MAKER. 


oi 

H 

Q 


R.  L.  Colt. . .  New  Jersey  Locomotive  Co 16 

Union Rogers,  Ketchum,  &.  Grosvenor.  16 

New  York...  do.  do.  14^ 

Ramapo do.  do.  14^ 

Passaic do.  do.  14^ 

Paterson ....  do.  do.  12 

Whistler Made  in  Baltimore 11 

McNeil Made  in  Liverpool 9)4 


u 

M 
O 
K 

H 


20 
20 
18 
18 
22 
22 
16 
16 


WHEEL. 


5 

6 

6 

6 

5i 

5 

5 

4 


feet 


CONDJTION. 


Good. 
Good. 
Good. 
Wants  painting  &.  small  repairs. 


CARS. 

DESCRIPTION. 

2 

2 

. , .  Passenger, 
do. 

8  wheels . 
8      do.   . 

2 

do. 

8 

do.  . 

4 

do. 

8 

do.   . 

2 

do. 

8 

do.  . 

2 

do. 

8 

do.  . 

1 

do. 

8 

do.    . 

1 

6 

...Baggage, 
do. 

8 
8 

do.   . 
do.   . 

1 

do. 

6 

do.  . 

8 

18 

. . .  Box  freight,8 
do.        4 

do.   . 
do.   . 

16 

. . .  Platform, 

8 

do.  . 

9 

do. 

4 

do.   . 

1 

do. 

6 

do.   . 

2 

do. 

8 

do.   . 

do.  do 

do.  do. 

Wants  much  repairs. 

In  bad  order. 

CONDITION. 


do. 
do. 


BY   WHOM   MADE. 

, . .  Cummings  &  James,  Jersey  City .  Good. 

, . .  Wm.  Cummings,  Jersey  City Good,  but  wants  painting. 

,  . .  Tracy  &  Fales.  Hartford Very  good. 

. . .  Springfield  Car  &  Engine  Co Good,  bnt  three  want  painting 

. . .  A.  T.  Pearce,  Norwich Good. 

. . .  Eaton  &  Gilbert,  Troy Want  repairs. 

. . .  New  York  &  Erie  R.  R.  Co Good,  new.         j  .'  .  ' 

do.  do.  Good.  '■ 

. . .  Unknown Want  small  repair"*, 

do do.  do. 

, . .  New  York  &  Erie  R.  R.  Co Good. 

. . .  Unknown Want  small  repairs. 

. .  New  York  &  Eri^R.  R.  Co Good. 

, . .  Unknown ^ Want  considerable  repairs. 

do do.  do.  do. 

do do.  do.  do.  ;• 


'  _      .f. 

t!  ■  :y  • 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 


HENRY  V.  POOR,  Editor. 
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<rown  up  numerous  and  thriving  towns,  which  arc 
lot  only  the  scats  of  a  large  commerce,  but  be- 
ween  which  an  active  business  intercourse  exists 
The  canal  was  first  constructed  from  the  natnra 
idaptation  of  the  route  for  such  a  work,  and  from 
ts  coincidence  with  the  direction  of  trade.     Thi.* 
jonstructed,  a  Railroad  followed  as  a  matter  ol 
lecessary  consequence.     The  two  works,  instead 
>f  being  rivals,  will  naturally  assist  each  other,  a? 
las  been  fully  demonstrated  by  the  experiencr 
>f  the  Centr-al  Railroad  of  New  York,  which  for 
ts  whole  length  follows  upon  the  immediate  bank 
)f  one  of  the  best  water  lines  in  the  world.     Tht 
•anal  takes  the  heavy  and  cheaper  freight,  leaving 
'he  more  profitable  kind,  and  passengers,  to  the 
Railroad,  with|which,  for  years,  it  has  been  Used 
t  uUy  up  lo  it^  capacity.     The  Canal  is  the  pioneer 
for  the  Railroad,  and  has  developed  a  business  for 
the  latter,  which  otherwise  would  not  have  existed 
The  general  route  of  the  above  road  is  as  follows : 
Commencing  at  Toledo  it  extends  up  the  valley  of 
the  Maumee  to  the  eastern  boundary  of  Indiana,  a 
distance  of  75  miles.    After  entering  that  State  it 
continues  up  the  valley  of  the  same  river  to  Fort 
Wayne,  where  it  enters  the  valley  of  the  Wabash, 
which  it  follows  very  nearly  to  the  western  boun- 
The  Toledo  and   lllinoi.  and  l..ke  Erie,     ^'^^J  o^  ^^^  State,  a  distance  of  168)^  miles.     On 
Wabaab  and  Saint  Lioni*  Railroads  entering  Illinois  it  pursues  its  general  coarse  to 

Railroads  divide  themselves  into  two  classes. —  Danville,  249  miles  from  Toledo,  r  '.';'' 
The  first  occupies  the  natural  routes  of  commerce.  At  Danville,  the  great  western  Railroad  of  Illi- 
The  second  is  tributary  to  the  former.  Of  the  former  nois  is  intersected,  which,  in  connection  with  other 
class,  the  New  York  Central,  the  Michigan  South-  roads  in  operation  and  in  progress,  will  be  extended 
em,  and  the  Now  York  and  Philadelphia  Railroads  to  Hannibal  on  the  Mississippi  river,  a  distanc§ji>f 
may  be  :aken  as  good  illustrations.  The  value  of  205  miles.where  a  junction  will  be  formed  with  the 
such  roads  is  to  be  measured  by  the  amount  of  Hannibal  and  St.  Joseph  Railroad,  now  in  progress 
movement  upon  the  routes  they  occupy.  They  Yrom  the  former  place  to  the  Missouri  River,  a  dis- 
are  of  n.ational  importance,  and  belong  to  a  system,  tance  of  over  two  hundred  miles 


'  The  Mechanical  Engineering  department  of 
this  paper  will  bo  under  the  charge  of  Mr.  Zerab 
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not  limited  by  the  confines  of  a  State,  but  embrac* 
ing  the  whole  country. 

Of  the  character  described  is  the  proposed  line 


The  more  important  extension  of  the  above  line 
from  Danville,  is  in  direction  of  St.  Louis.  From 
Danville  the  above  line  will  be  extended  to  the 


of  road  under  the  above  titles  extending  from  To- 1  Alton  and  Terre  Haute  Road,  (now  in  pro- 
ledo,  on  the  extreme  western  end  of  Lake  Erie  to  gress,)  probably  at  Paris,  by  means  of  which  a 
Danville,  Illinoi8,in  the  direction  of  St.  Louis.  From  direct  uninterrupted  line  of  Railroad  will  be  formed 


Toledo  to  the  eastern  boundary  of  Illinois,  the  line 
of  the  road  follows  the  vallies  of  the  Maumee  and 
Wabash  Rivers,  already  the  route  of  a  vast  com- 
merce created  by  the  Wabash  and  Erie  Canal. 


between  Lake  Erie  and  St.  Louis,  of  450  miles. 

With  the  connections  described  the  road  will 
form  very  nearly  a  straight  line  between  its  terminii 
the  course  of  which  will  coincide  both  with  the 


The  canal  has  attracted  to  itself  the  business  of  the,  convenient  direction  of  trade  of  the  country  tra- 
fnrrottodiog  country,  and  upoo  iti  \)mk»  havej  versed,  aQ4  with  the  great  route  of  travfl  and 


commerce  between  the  Missis-sippi  and  the  cast.  Its 
ine  is  a  direct  prolongation  of  the  Great  Water 
outc  formed  by  the  St.  Lawrence  and  Lakes  Erie 
md  Ontario.  It  is  a  remarkable  fact  that  a  line 
Irawn  from  the  Gulf,  and  following  up  the  River 
St  Lawrence,  and  continued  through  the  above 
Lakes  to  St.  Louis,  would  take  almost  the  identi- 
cal route  of  the  above  road.  The  depression  in 
the  continent  occupied  by  the  Lakes  and  the  St. 
Lawrence,  is  continued  in  a  similar  direction  as 
far  as  the  Eastern  Boundary  of  Illinois,  in  the  val- 
lies of  the  Manmee  and  the  Wabash.  The  above 
road  will  be  the  natural  prolongation  of  the  great- 
est route  of  internal  commerce  in  the  United 
Slates  ;  a  commeice  wlych  is  increasing  above  all 
precedent,  and  in  a  much  greater  ratio  than  all 
the  works  provided  for  its  accommodation.  The 
commerce  of  the  west  naturally  seeks  this  route 
.IS  the  cheapest  and  most  convenient  one  to  the 
»reat  markets  of  the  country.  For  the  region 
traversed  by  the  above  road,  Toledo  is  the  salient 
point  on  the  Lake,  and  the  proposed  road,  the 
most  convenient  outlet. 

The  connections  foimed  by  the  above  line  will 
be  of  the  most  favorable  character.  Resting  upon 
the  Western  shore  of  Lake  Erie,  it  will  have  a 
choice  of  routes  east,  upon  either  side  of  the  Lake, 
upon  the  completion  of  the  short  line  fVom  Toledo 
to  Detroit.  Toledo  is  soon  to  be  the  point  of  con- 
centration of  a  Dumber  of  very  important  roads, 
two  of  which,  the  Michigan  Southern  and  the  To- 
ledo and  Cleveland  are  already  in  operation.  Oth- 
ers of  secondary  importance  only  to  the  above  are 
in  progress ;  the  straight  line  to  Chicago,  under  the 
auspices  of  the  Michigan  Southern  and  Indiana 
Northern  companies,  and  the  Dayton  and  Michi- 
gan road,  which  is  to  form  the  direct  route  to  Cin- 
cinnati. 

On  leaving  Toledo,  the  next  most  important  point 
in  the  line  is  Fort  Wayne,  at  which  is  also  to  be 
the  concentration  of  numerous  and  imporiant 
roads,  \\z,  the  Ohio  and  Indiana,  the  Fort  Waynu 
and  Cliicago,  and  the  Fort  Wayne  and  Southern 
roads,  all  in  progress  of  construction.  Other  im- 
portant lines  of  Railroad  are  alao  proposed,  termi- 
nating at  this  place.  On  entering  the  valley  of 
the  Wabash,  the  Peru  and  Indianapolis  Railroad 
will  connect  the  above  line  with  Indianapolis,  and 
will  coostitate  an  important  tributary.  At  Log aQi< 
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port,  still  fartlier  down  the  river,  a  connection  will 
be  formed  with  the  Cincinnati,  Logausport  and 
Chicago  Railroad,  the  Southern  or  Cincin- 
nati division  of  which  will  be  cqpipleted  early 
next  summer.  At  Logansport  a  road  is  also  in 
progress  to  th^  Mississippi  River  by  way  of  Peoria., 
the  whole  line  being  under  contract  and  a  portion 
of  its  western  division  in  operation.  On  reaching 
Lafayette,  the  most  important  town  in  northern 
Indiana,  and  one  of  the  most  so  in  the  State,  ly- 
ing some  40  miles  below  Logaasport,  several  im- 
portant lines  of  Railroad  are  intersected,  among 
which  are  the  Lafayette  and  Indianapolis,  and 
New  Albany  and  Salem  Railroad,  both  of  which 
are  in  operation  the  latter  (except  a  short  un- 
finished link,)  extending  from  the  Ohio  River  to 
Lake  Michigan,  and  bting  one  of  the  longest  lines 
of  Railroad  in  the  west.  At  this  point  a  .laiiroad 
is  about  being  commenced  in  direction  of  Keokuk 
on  the  iMissisiippi  River  At  Lafayette,  probably, 
a  conneciion  wlil  bcfonucd  with  a  Railroad  Ibllow- 
ing  doffii  the  Wabash  River  to  Evansville,  a  vwr}- 
important  town  on  the  Ohio.  A  considerable  por- 
tion of  the  last  named  line  is  already  in  operation, 
and  the  remainder  in;iking  rapid  progress.  From 
Evansville  this  road  will  bo  extended  tu  Nash- 
ville, and  to  other  Southern  cities,  by  roads  already 
in  active  progress  in  Kentucky  and  Tennes.see.  At 
Danville,  the  proposed  connection  with  the  Great 
Western  of  Illinois  has  already  been  alluded  to. 
The  last  named  road  may  be  properly  regarded  as 
a  legitimate  extension  of  the  foimor  rather  than 
in  the  light  of  a  more  tributary  route.  It  must 
however  prove  a  most  valuable  auxiliary.  From 
Danville  its  main  <  xtension  to  St.  Louis  has  alrea- 
dy been  suflicicntly  d(  scribed.  Of  tlie  numerous 
tributaries  to  the  main  trunk  between  Toledo  and 
St.  Louis  the  above  road  may  bo  said  to  be  the 
axis.  To  a  certain  extent,  it  is  the  centre  of  a 
■ystcm,  ail  the  members  of  which  materially  as- 
sist and  benetit  each  other. 

The  great  portion  of  the  country  ti'a versed  by 
the  above  road  cannot  be  exceeded  in  the  west  for 
fertility,  or  extent  of  production.  The  excellence 
of  the  soil  of  the  valley  of  the  Waba-sli  is  almost 
a  proverb.  It  is  the  great  corn  growing  jmrtion  of 
the  west.  Lafayette  ships  more  of  this  article 
than  any  other  interior  port  in  the  United  States. 
Toledo  ships  vastly  more  than  any  other  L(i/:e 
port.  There  are  nobttier  portions  of  the  west  than 
the  valley  of  the  Wabash  and  the  sections  of  coun- 
try traversed  by  the  Great  Western  and  Terre 
Haute  and  Alton  Railroad  in  Illinois.  The  pro- 
ductions of  which  naturally  seek  tlie  ea8t<Tn 
market  through  the  Lakes  by  way  of  Toledo. 

The  estimated  cost  of  this  portion  of  the  road 
(249  miles)  from  Toledo  to  Danville,  which  is  be- 
ing built  by  the  above  companies  is  .'!i!(>,0(W,000.  Of 
this  sum  S3,000,000  has  been  provided  by  Stock 
subscriptions,  and  GO  per  cent.  <»f  the  amount 
paid  up.  The  larger  part  of  the  Stock  was  taken 
by  Eastern  capitalists.  The  balance,  necessary  to 
complete  the  road,  will  be  rai.sed  by  the  sain  of 
bonds  to  the  amountof  6^,000,000,  which  constitute 
a  first  and  only  incumbrance  upui>  ilie  road 
The  entire  work  of  construction  was  let  toBoody, 
Ross  &  «'o.,and  will  probably  be  completed  by 
the  Istof  July  1850.  The  high  reputation  which  this 
firm  has  longenjoyed,boih  Jbr  energy,  and  as  pos 


will  be  completed  witiiin  the  time  stipulated,  when 
the  public  may  expect  to  see  the  shortest  practi- 
cable line  of  Railroad  from  the  Lakes  to  St.  Louis 
in  operation. 

Milwaukee  and  MlssUsippl  Kallroait. 

The  flfch  annual  report  of  the  President  and 
Directors  of  this  company  has  been  Issued,  .show- 
ing the  progress  and  operations  of  the  work  du- 
ring the  past  year,  and  its  general  condition  and 
prospects  at  the  present  time. 

The  report  exhibits,  in  a  manner  calculated  to 
afford  great  encouragement  to  the  holders  of  the 
stock  and  securities  of  the  road,  the  large  increase 
and  amount  of  business  done  during  the  past 
year. 

The  earnings  from  al    sources  have  been  as  fol 
lows : 

January S10,80l  25 

Februarj- 8,930  86 

March 8,143  35 

April 8,944  38 

May 13,907  90 

June : 18,585  24 

July 16,177  00 

August 18,276  16 

Scpttember 35,297  43 

October 41,597  24 

November 27,050  17 

December 19,147  50 


scssing    abundant   means,  will  be  a  satisfactory 
guaranty  with  all  who  know  them,  that  the  road 


•      .  $226,918  48 

The  total  earnings  embrace  a  sum  of  about 
$5,600  charged  for  transportation  of  materials  for 
the  purposes  of  the  road,  by  which  the  absolute 
earnings. are  reduced  to  $221,455  42.  The  ex- 
penses for  all  purj)Oscs  chargeable  to  the  operation 
of  the  road,  for  the  same  time,  were  $87,115  48, 
or  less  than  40  per  cent,  of  the  earnings.  This 
sum,  charged  as  expenses,  includes  .>G,000  worth  of 
materials  on  hand,  besides  all  the  expenses  of 
Irunspoilalivn  of  material.i  for  ballasting  and  con- 
struction. 

This  result,  Stained  in  the  operation  of  an 
interior  road,  but  i)artially  opened,  and  in  point  of 
operating  arrangcmeiit.s,  imperfectly  developed; 
occiy)ying  besides  an  isolated  position,  unconnec- 
ted with  any  of  the  roads  which  will  ultimately 
open  to  it  the  njiper  jiortion  of  the  State,  nor  with 
tho.se  which  will  invite  a  lateral  business  from 
Northern  lllinoi.",  shows  the  value  of  the  enter- 
prise and  the  able  and  economical  manner  in 
which  it  has  been  established  and  conducted.  The 
road  has  been  built  in  the  most  permanent  manner, 
a?id  itslo<ation  has  rendered  it  capable  of  econom- 
ical operation,  inasmuch  as  it  has  no  grades  ex- 
cetfling  34  ftx-t  per  mile.  A  largo  part  of  tlie 
road  in  ojteraiion  has  been  baljasted  18  inches  in 
depth  during  the  p;ist  year,  wffilc  the  equipment 
au<l  fi.xtures  have  been  maintained  in  the  best 
order. 

The  earnings  of  the  road  are  $78,635  34  from 
passengers  and  :irl42,820  28  from  freights.  Of 
the  gross  earnings  of  $221,455  42,  there  were 
earned  $157,545  60  in  the  six  months  from  July 
1st  lo  December  31st.  Tlie  exijenses  for  the  last 
halt'year,  (iiuluding  taxes  paid  fftr  the  whole 
year,  sutlicient  to  o8ti  tt  the  heavy  purchases  of 
wood  during  the  first  half  year,)  were  .$57,931  03, 
or  3;;  per  cent,  of  the  earnings.  Out  of  the  whole 
earnings  for  the  year  a  stock  dividend  of  10  per 
cent,  has  been  declared. 
The  length  of  the  road  in  use  during  this  period 


was  about  66  miles,  extending  west  of  Milwaukee 
to  Rock  River.  14  miles  have  been  opened  on 
the  2d  of  Jaimary  to  Stoughton,  16  miles  from 
Madison.  Between  Stoughton  and  Madison  the 
work  is  so  far  advanced  as  not  to  require  over 
$20,000,  nor  a  period  of  time  extending  beyond 
the  opening  of  this  spring's  business,  to  complete 
it. 

The  cost  of  construction  and  equipment  of  the 
road,  including  all  the  outlay  on  those  portions  of 
the  road  not  brought  into  use,  has  not  exceeded 
$1,850,000. 

It  will  thus  be  seen  that  this  road,  the  original 
enterprise  of  a  great  and  rapidly  advancing  State, 
hjis  already  proved  its  resources  of  business  and 
income,  while  the  results  are  ruch  as  to  warrant 
the  strongest  congratulations  on  the  part  of  those 
who  have  projected  and  executed  the  work.  There 
is  no  road  in  tb«  West  that  has  a  better  field  be- 
fore it  for  a  great  traffic,  few  which  have  created 
more  business  by  their  construction,  while  only 
those  roads  which  have  combined  the  best  man- 
agement with  the  best  construction  and  equipment 
have  approached  it  in  the  safety,  security  and 
despatch  of  their  operation. 

The  report  of  the  Directors  bears  evidence  of 
the  energy  with  which  the  work  has  been  urged 
forward  amid  the  most  vexatious  difficulties  and 
disappointments.  The  contractors,  to  whom  the 
work  from  Rock  River  to  Madison  was  let  in  April 
last,  have  failed  to  complete  their  contract  in  the 
time  agreed.  Although  the  Directors  admit  the 
difficulty  of  procuring  an  abundant  supply  of 
hands,  they  do  not  withhold  their  regret  at  the 
delay  which  could  have  been  avoided  by  an  efibrt 
corresponding  with  the  difficulty. 

On  the  24th  of  July  last  a  contract  was  en- 
tered into  with  A.  L.  Catlin,  Esq.,  for  the  construc- 
tion of  the  road  from  Rock  River  to  the  Missis- 
sippi, a  di.stance  of  about  125  miles,  and  embrac- 
ing the  work  then  in  progress  in  the  hands  of 
other  contractors.  Tlfe  terms  stipulated  in  this 
contract  covered  a  large  sum  for  the  amount  of 
work  to  bo  done,  but  fixed  the  opening  of  the 
road  at  an  early  day.  It  was  expected  that  this 
contract  would  secure  the  completion  of  the  en- 
tiro  line  to  the  Mississippi  by  the  1st  of  January 
next.  The  difficulty  of  procuring  materials  in 
season  compelled  the  contractor  to  ask  for  a  great- 
er time  than  was  stipulated,  upon  which  the  con- 
tract was  cancelled  by  agreement,  and  the  compa- 
ny assumed  the  construction  of  the  work  on  their 
own  account. 

In  the  mean  time  a  considerable  portion  of  the 
work  west  of  Madison  has  been  put  in  progress, 
and  surveys  have  been  made  in  the  Wisconsin 
river  valley  to  Prairie  du  Chien.  These  show  a 
route  remarkably  favorable  for  the  economical 
construction  of  a  railroad,  embracing  long  stretch- 
es of  straight  line,  with  no  grades  exceeding  22 
feet.  A  final  report  on  the  location  of  this  part 
of  the  road  will  bo  published  at  an  early  day. 

Permanent  and  cai)acious  buildings  have  been 
erected  within  the  past  year  at  Milwaukee,  over 
45  miles  of  fence  built,  and  permanent  and  first 
class  buildings  put  up  at  Fulton,  Stoughton,  and 
Madison. 

The  financial  basis  of  the  Milwaukee  and  Mis- 
sissippi Railroad  is  of  the  best  description.  The 
entire  cost  of  the  road  up  to  January  Ist  is  $1,- 
846,897  46.     The  authorized  capital  is  $3,000,000 
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—of  which  Sl,542,200  have  been  subscribed,  and 
$1,030,880  76  have  been  paid,  as  follows : 

Subscribed.  Paid. 

City  of  Milwaukee ....  $250,000        $245,800 

Indivlrinals 1,092.200  575,580 

A.  L.  Catlin 200,000  200,000 


'     $1,642,200    $1,030,880 
Of  the  subscriptions  paid,  the  following  state- 
ment exhibits  the  manner  of  payment : 

Milwaukee  city,  cash  and  bonds $245,300 

Individuals,  mortgages 333,800 

cash 241,780 

A.  L.  Catlin,  contractor,  charged  in 
account 200,000 


.  ..■  ;    "  ■■     $1,030,880 

The  bonds  issued  by  the  company  amount  to 
$1,250,000  and  bear  an  interest  of  8  per  cent,  be- 
sides being  convertible  into  stock  at  pleasure  of 
the  holder  at  any  time  within  5  years  of  their 
date. 

The  bonds  of  the  company  have  been  issued 
and  disposed  of  as  follows: — The  first  20i  miles  of 
the  road,  from  Milwaukee  to  Waukesha,  was  orig- 
inally mortgaged  to  secure  the  payment  of  $74,- 
000  bonds,  bearing  a  rate  of  10  par  cent,  interest 
In  June,  1852,  $000,000  of  bonds  were  issued,  se- 
cured by  a  second  mortgage  on  that  part  of  the 
road  from  Milwaukee  to  Waukesha,  and  a  first 
and  only  mortgage  on  the  rest  of  the  distance  to 
the  Rock  River,  a  distance  of  nearly  50  miles,  or 
in  all  of  about  70  miles.  The  bonds  bear  8  per 
cent,  interest  and  mature  in  1862. 

Of  the  second  issue  $74,000  were  deposited  in 
trust  with  George  S.  Coe,'Esq.,  of  New  York,  for 
the  redemption  and  cancellation  of  the  first  issuc 
of  bonds,  so  that  a  mortgage  of  only  $600,000 
should  rest  upon  the  whole  road  to  the  Rock 
River. 

On  the  28th  of  May  last  an  issue  was  made  of 
$650,000  of  bonds,  bearing  8  per  cent,  interest, 
and  maturing  in  1863.  These  were  secured  by  a 
first  mortgage  on  the  Janesville  branch,  costing 
$100,000,  also  upon  64  miles  of  the  road  from 
Rock  River  to  Wisconsin  River ;  besides  a  mort- 
gage on  the  road  from  Milwaukee  to  the  Rock 
River,  subject  to  the  first  mortgage  of  $600,000, 
issued  last  year. 

By  the  banking  laws  of  Wisconsin  the  first  issue 
of  these  bonds  are  already  employed  as  a  basis 
for  banking  within  the  State,  their  application  to 
this  purpose  being  under  but  mild  restrictions, 
such  as  present  tho  least  obstacles  to  their  use. 

The  high  character  of  these  securities  for  safe 
and  profitable  investment  may  be  estimated  from 
their  claim  on  a  road  costing,  by  the  time  the 
whole  issue  of  bonds  shall  have  been  sold,  at  least 
twice  their  amount.  A  road  which,  incomplete 
and  without  connections,  has  earned  in  the  last 
year  a  nett  dividend  of  10  per  cent,  above  all  ex- 
penses ;  creating  a  business  which  increases  faster 
than  the  extension  of  the  road,  or  in  a  higher  ratio 
than  the  capilal  expended ;  and  a  road  which  com- 
mands productive  business  resources,  and  sustains 
a  relation  to  the  prospective  trade  and  commerce 
of  the  Groat  West,  such  as  is  surpassed  by  but  few 
of  the  other  roads  in  that  part  of  the  country. 

The  route  of  the  Milwaukee  and  Mississippi 
road  follows  a  general  eastern  and  western  direc- 
tion, on  the  43d  parallel  of  latitude,  and  connects 
Lake  Michigan  with  the  Mississippi  at  Prairie  du 
Chien.    It  occupies  the  oatural  route  across  the 


State  of  Wisconsin,  connecting  in  a  general  direci 
course  those  points  which  have  been  found  mos' 
favorable  for  settlement  and  for  the  concentrati<>: 
of  the  trade  of  the  State.  It  lies  also  for  tw- 
thirds  of  its  distance  in  the  vallies  of  importam 
I  ivers,  commanding  the  business  attracted  to  theii 
banks,  and  protected  from  competition  by  tbt 
elevated  ridges  and  undulating  back  country  oi 
each  side.  The  valley  of  the  Wisconsin  bears  the 
same  controlling  relation  to  that  portion  of  the 
StAte  as  does  the  Mohawk  river  to  New  York,  oi 
the  Connecticut  river  to  New  England. 

The  resources  to  be  developed  upon  this  route 
are  more  diversified,  and  for  extent  and  value 
hardly  surpassed  by  those  possessed  by  any  other 
State  in  the  Wc>.t.  The  following  facts,  touching 
upon  this  point,  have  been  already  given  in  th> 
-Journal  as  the  result  of  our  own  inquiry  and  im- 
mediate observation :         ::  '        -  . 

"  In  1840  tho  population  of  Wisconsin  was  only 
30,000  souls.  In  1850  it  reached  304,000.  At  th< 
present  time  t!>e  number  of  inhabitants  cannot 
fall  short  of  450,000.  The  increase  for  the  past 
'en  years  has  been  just  about  400,000.  As  w< 
were  desirous  of  seeing  what  ten  years  had  achie- 
ved in  what,  prior  to  that  period,  had  l)e('n  an  un- 
broken and  uncultivated  waste,  we  passed  over 
the  principal  line  of  railroad  in  the  State,  the  Mil 
waukee  and  Missi.ssippi,  and  devoted  a  day  to  a 
pretty  critical  study  of  the  city  of  Milwaukee.  In 
no  part  of  the  West  dii  we  see  a  better  settled,  a 
better  cultivated,  or  a  more  productive  country  : 
and  no  road  groaning  under  the  press  of  a  larger 
business  in  freights  than  the  above  named.  Wis- 
consin is  one  of  the  most  attractive,  becau.se  it  is 
one  of  the  best  wooded  of  the  Prairie  States.  It 
presents  a  constant  succession  of  small  prairie, 
and  wooded  knolls,  enabling  nearly  every  fj«r- 
mer  to  locate  in  the  vicinity  of  timber  and  good 
water,  with  prairies  spread  out  before  him  of  the 
easiest  cultivation  and  almost  inexhaustible  fertil- 
ity. With  such  advantages  len  years  have  been 
sufficient  for  the  creation  of  a  great  and  prosper- 
ous State,  fi'led  with  large  and  flourishing-  towns, 
and  whose  people  present  every  evidence  of  wealth 
and  extraordinary  prosperity.  Milwaukee,  at  the 
lowest  estimate,  contains  thirty  thousand  inhabi- 
tants, and  is  one  of  the  best  built  and  most  beau- 
tiful towns  in  the  United  States,  with  a  very  large 
and  rapidly  increasing  commerce.  Although  the 
area  of  the  State  is  very  large,  nearly  the  entire 
population  of  it  is  embraced  in  that  portion  of  it 
south  and  easl  of  the  Wisconsin  and  Fox  rivers,  a 
territory  of  less  than  ten  thousand  square  miles." 

The  route  of  the  road  west  of  Madison  inter- 
sects extensive  beds  of  lead  ore,  from  which  large 
quantities  are  carried  by  teams  to  the  western  ter 
minus  cf  the  road,  and  often  considerable 
amounts  are  carried  for  100  to  120  miles  over  in- 
ferior roads  to  Milwaukee  for  shipment,     "i  .  ;' 

The  Wisconsin  river  extends  about  300  miles 
above  the  point  where  the  railroad  first  approach- 
es it,  into  one  of  the  most  extensive  pine-timber 
regions  in  the  West.  Large  quantities  of  pine 
lumber  are  annually  sent  down  in  rafts  to  various 
points  on  the  Mississippi.  This  lumber  can  be 
immediately  opened  by  the  Milwaukee  and  Missis- 
sippi road  to  tlie  Milwaukee  and  Chicago  tra  le. 
The  lumber  brought  over  the  New  York  and  Erie 
road  to  New  York  and  other  eastern  markets, 
(^over  80  millions  in  1853,)  is  hauled  a  far  greater 
distance  than  from  the  Wisconsin  River  to  Mil- 
waukee. 

Dane  county,  of  which  Madison  is  the  center, 
contains  1,235  square  miles,  well  watered  by  the 
Cat-fish,  Sugar  and  Black  Earth  rivers,  and  the 
"  four  lakes."    lo  1835  Dane  county  had  but  one 


civilized  inhabitant.  Now  It  contains  nearly  25,- 
KK).  The  Milwaukee  and  Mississippi  road  was 
not  extended  into  Dane  county  until  January 

last.  v-;1.,  •■■  ■:.-",■>     ■•■  ■■  ('K 

But  alf^tber  apart  from  the  local  resources 
>f  the  Milwaukee  and  Missis.sippi  road,  it  sustains 
i  relation  to  the  trade  of  the  West  which  must 
;>lace  it  among  the  principal  highways  of  national 
commerce.  It  is  in  the  axis  of  a  direct  line  touch- 
ing Prairie  du  Chien,  Milwaukee,  Grand  Haven, 
Detroit,  Tuff^alo  and  Albany.  On  the  Mississippi 
it  connects  with  1800  miles  of  lower  navigation, 
and  800  more  on  the  upper  tributaries;  on  the 
East  it  reaches  1000  miles  of  lake  navigation,  with 
but  60  miles  of  which  it  will  also  connect  with  the 
Oakland  and  Ottawa,  Great  Western,  BuCalo  and 
Brantford,  New  York  Central,  Hudson  River, 
Western,  and  New  York  and  Erie  roads.  Across 
Lake  Michigan  a  line  of  steamers  has  been  ofll-red 
LO  be  established  and  krpt  running  836  days  in 
the  year,  and  to  make  such  connections  as  to 
place  Milwaukee  and  Detroit  but  ten  hours 
apart. 

Completed,  as  these  connections  soon  will  be, 
and  united  laterally  with  interior  roads,  the  Mil- 
waukee and  Missis8ij>pi  will  become  an  established 
member  of  the  great  system  of  western  improve- 
ments, and  as  such  will  share  in  their  general  suc- 
cess. Its  own  peculiar  advantages,  however,  in 
which  must  be  included  its  direct  route,  favorable 
gradient  and  permanent  constiuction  ;  its  natural 
protections  against  competition,  and  its  abundant 
and  available  productive  resources,  must  insure-to 
it  a  prosperity  not  always  attained  even  with 
wfigi^m  roads. 

f  t>hlo  and  In<ll«M«  Railroad. 

We  have  received  the  report  of  the  President 
and  Directors  of  this  road,  read  at  the  annual 
meeting  of  the  stockholders,  held  at  Bucyrus, 
Ohio,  Jan'y  11th.  The  following  extracts  exhibit 
the  progress  during  the  year,  as  well  as  the  present 
condition  of  the  work. 

Notwithstanding  many  emharassments  the  road 
was  opened  from  Crestline  to  Bucyrus,  a  distance 
of  12  miles,  on  the  26th  of  -August  last,  and  the 
cars  are  now  running  to  the  Mad  River  road,  a 
distance  of  40  miles.  Owing  to  unavoidable  delay 
in  the  early  shipment  of  Iron,  it  has  been  iinpossi- 
ble  to  get  it  all  on  the  line  of  your  road  previous 
to  the  close  of  navigation.  This  fact  alone  will 
prevent  the  possibility  of  our  getting  the  iron  laid 
all  the  way  through  to  Fort  Wayne  the  present 
winter.  But  with  a  favorable  spring,  we  can  cer- 
tainly reach  that  point  as  early  as  June  or  July 
next.  12,000  tons  of  iron  (the  estimated  quantity 
to  complete  your  road,)  was  purchased  in  Wales 
last  February,  under  contracts  that  all  should  be 
shipped  by  the  first  of  July  last.  However,  to 
fnard  more  efiectually  against  all  contingencies  in 
relation  to  an  early  delivery  of  iron  the  past 
season,  it  was  deemed  advisable  to  purchase  an 
additional  amount  of  1,000  tons  in  New  York  for 
early  shipment,  before  we  could  possibly  receive 
any  from  abroad,  and  to  prevent  any  delay  in  the 
construction  of  the  work  in  case  of  a  loss  in  the 
shipment  of  said  iron.  Tho  wisdom  and  policy  of 
this  provision  have  been  highly  exemplified,  from 
the  fact  that  we  have  lost  two  cargoes  upon  the 
•)cean,  one  sunk  in  the  St.  Lawrence  River,  one 
in  Lake  Ontario,  and  a  portion  of  a  cargo  thrown 
overboard  on  Lake  Erie — all  of  which,  however, 
was  fully  covered  by  insurance,  euablirig  the  Com- 
pany to  replace  the  same  upon  the  opening  of  navi- 
gation in  the  spring. 

Our  iron  is  heavier  and  better  than  we  at  first 
contracted  for,  weighing  about  60  lbs.  to  the  lineal 
yard,  and  takijjg  nearly  4  tons  to  the  mile  more 
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than  the  original  esthnate.  This  will  cause  a  de 
flciency  of  a  few  hundred  tons  necessary  to  com 
plete  the  entire  road. 

The  most  of  the  iron  has  arrived  at  the  ports  of 
Cleveland,   Sandusky  and  Toledo,  and  from   the 
two  former  can  be  brought  on  the  line  of  the  road 
as  it  may  be  needed  the  present  winter;  but  shall 
have   to  wait  the  oj)ening  of  navigation  in  order 
to  move  what  has  been  shipped  to  the  latter  place. 
A   contract  was   ni.ide  last  February,  with  John 
Souther,   Esq.,  of  Boston,  for  the  construction  of 
8  engines  for  your  road,  5  of  which  have  already 
been  received,  and  it  gives  us  satisfaction  to  say 
that  they  perform  much  better  than  was  at  first 
anticipated.  Another  contract  has  also  been  made 
with  Messrs.  Ridgway  &  Kimball,   of  Columbus, 
Ohio,  for  some  150  cars  of  ditterent  kinds.    Many 
of  these  have  been  employed  in  the  service  of  the 
Company  since  August  last,  and  we  are  happy  to 
say,  give  very  good  satisfaction.     60  gravel  cars 
have  been  purchased  of  Messrs.  C.  Cooper  &  Co., 
of  Mount  Vernon,  all  of  which  have  been  received 
and  placed  on  the  road.     This  small   amount  of 
rolling  machinery  is  only  calculated  for  the  first 
opening  of  your  road,  and  is  in  no  wise  adequate 
to  the  amomitof  business  that  will  be  soon  thrown 
upon  it.     Large  accessions  must  be  immediately 
added    thereto.     There   are   two  things  that  will 
materially  increase  tiie  originally  estimated  cost  of 
your  road — one  is,  the  sudden  advance  in  the  price 
of  iron  jjrevious  (o  onr  jiurchase  being  made,  and 
another  is,  the  gn'.U  inereaso  in  tli-  price  of  labor 
Nevertheless,  we  have  no  hesitalioji  in  saying  that 
the  cost  per  mile  (fully  equipi)cd  and  ballasted,) 
will  fall  below   5>-0,000,    which  will  be  much  less 
than  most  of  the  Western  roads  built  during  the 
same   |>eriod.     Admitting   that  the   entire  work, 
when  fully  comi)let<'d  and  amply  eqtiipped,  should 


cost  82,500,000,  tlie  amount  of  business  now 
thrown  up.ni  that  portion  of  it  which  is  in  running 
order,  abundantly  proves  that  the  earnings  of  the 
•whole  line  will  amount  to,  if  not  exceed,  §500,- 
000  per  annum.  Allowing  50  per  cent,  of  this  to 
cover  running  expenses,  the  stockholders,  under 
ordinary  circtun-itances,  would  have  lu  per  cent, 
interest,  in  the  sliai)0  of  dividends  upon  the  capi- 
tal invested. 

We  are  l.vgelv  indebted  to  our  Eastern  friends 
for  their  liniely  assistance  in  making  up  the  stock 
of  this  Conipa-iy.  The  Ponnsylv.tnia  Railroad  Co. 
have  taken  1:^300,000 ;  tlie  Ohio  and  Pennsylvania 
Railroad  Company,  8100,000,  and  other  New  York 
friends,  ii-'25,00O  stock  in  our  road — ail  of  which 
has  proved  of  th.;  utmost  importance  to  us  in  get- 
ting the  eriterpriso  so  nearly  accomplished.  So 
far,  §1,000,000  of  our  first  mortgage  bonds  are  all 
the  Company  securities  tliat  h,  vo  yet  been  dis- 
posed of. 

For  the  purpose  of  trimming  up,  lining,  surfac- 
ing, ballasting,  putting  the  whole  road  in  complete 
running  order,  and  largely  increasing  the  rolling 
machinery  upon  it,  the  Board  have  ordered  an  is- 
sue and  sale  of  a  sufticient  amount  of  Income 
Bonds,  not  exceeding  S500,000.  These  bonds 
run  twenty  years,  arc  convertible  into  the  stock 
of  the  Company  at  any  time,  and  are  also  secured 
"by  a  second  mortgage  upon  the  road,  drawing  7 
per  cent,  interest — interest  and  principal  payable 
in  New  York. 

Arrangements  have  already  been  made,  where- 
by a  portion  of  these  securities  will  be  applied  in 
the  payment  of  contracts  heretofore  made  at  par. 
So  that  your  Board  of  Directors  are  of  opinion  that 
About  8400,000  of  those  Income  Bonds  will  con- 
stitute the  only  additional  securities  necessary 
to  be  sold  in  order  to  complete  the  entire  line  of 
road. 

A  very  satisfactory  arrangement  has  been  made 
with  the  Fort  Wayne  and  Ctiicago  Company,  for  a 
union  Depot,  atnl  Canal  connection  at  the  city  ot 
Fort  Wayne.  Also,  a  very  desirable  connection, 
in  regard  to  dejiot  buildings,  depot  grounds,  and 
general  business  arrangements,  has  been  made 
with  the  Lake  Erie,  Wabash  &  St.  Louis  Company, 
at  the  same  place. 

Your  interest  an  stockholders  in  this  company 
jicejned  to  positively  require  the  ooasmmnation  of 


this  contract  at  an  early  day,  in  order  to  secure  a 
continuous  line  of  road  from  Philadelphia  via 
Pittsburgh  to  Chicago,  and  from  Pittsburgh  to  the 
latter  place,  of  an  unbroken  gauge. 

It  is  of  the  utmost  importance  to  the  speedy 
success  of  the  work  of  the  Corupany,  that  all  the 
local  stock  should  be  collected  as  rapidly  as  pos- 
sible. Every  stockholder  must  be  at  once  satis- 
fled,  that  an  enterprize  of  such  magnitude  cannot 
be  successfully  i)rosecuted  without  bringing  into 
rcqiiisition  every  dollar  of  reliable  subscrip- 
tion. We  trust  therefore,  that  every  one, 
who  has  not  made  payments  in  full  upon  their 
stock,  will  feel  disposed  to  render  the  Company  ail 
the  assistance  they  have  agreed  to,  by  closing  up 
their  stock  accounts  without  any  further  or  imne- 
cessary  delay. 

The  financial  condition  of  the  company  on  the 
first  of  January  was  as  follows. 

Debtor. 
Capital8tock,(paid).  .•$1,160,795  21  '      ' 

do.       (un])aid)       88,004  70 

31,257,800  00 

Mortgiige  bonds,  (sold; 1 ,000,000  00 

Income  bonds  (unsold) 500,000  00 

Receipts  from  other  sources 87,364  08 


$2,845,164  08 


Creditor. 

Capital  stock,  (uncollected) 888,004  79 

Income  bonds,  (unsold") 500,(X)0  00 

Bonds  Ohio  and  Pennsylvania  Railroiid 

Company iJ5,000  00 

Cash     ill     hands     of    Treasurer    and 

agents : 1;]7,590  79 

Engineer  service 12,29;l  04 

Taxes  and  expenses 9,071  20 

Bills    receivable,    including   township 

bonds 10,775  07 

Construction,  repairs,  depots,  and  right 

of  way .' 810,588  05 

Engines,  cars  and  expenses  of  same.  . .   61,866  96 
Real  estate  taken  on  stock  subscrip- 
tion      19,979  15 

Iron,  duties  and  transportation 891,6%  10 

Interest  paid  on  county  and  mortgage 

bonds 52,638  33 

Stock  Fort  Wayne  and  Chicago  Rail- 
road Company i  ...  213,050  00 


82,846,154  08 
The  oflicors  for  the  ensuing  year  are  as  follows : 

Directors— William  Robinson,  Jr.,  Pittsburgh, 
Pa.  Willis  Meriman,  P.  S.  Marshall,  Bucyrus, 
Ohio.  Robert  McKelly,  Upper  Sandusky,  Ohio. 
T.  K.  Jacobs,  Lima,  Ohio.  Samuel  Hanna,  Pliny 
Hoagland,  Ft»rt  Wayne,  Ja. 

President — Willis  Meriman. 

Secretary— C.  W.  Butterfleld. 

Treasurer — George  Quinby. 

Chief  Engineer  and  Superintendent — J.  R. 
Straughan. 

city  Property  In  Ohlo»      ■ 

The  Cleveland  Pioin  Dealer  publishes  a  list  of 
the  cities  and  towns  in  Ohio,  the  estimated  valua- 
tion for  1853,  of  whose  real  estate  (town  lots  and 
buildings  inclusive)  exceeds  $300,000.  The 
principal  places  on  the  list  are  as  follows  : 

Cleveland 813,723,411 

Columbus 6,934,116 

Ohio  City 2.974,788 

Siiudusky 1,862,966 

Cincinnati 66,265,430 

Norwalk 342,090 

Toledo 1,649,190 


InitlauapolU  and  Hellefontalne  RatlroaU. 

The  statement  of  the  earnings  and  condition  of 
the  above  Railroad  for  the  six  months  ending 
December  81,  1853,  has  just  been  published.  We 
make  the  following  extracts  from  the  statement, 
which  will  show  a  very  satisfactory  result  for  the 
last  half  year. 

"During  the  mouth  of  June  last,  the  Bellefon- 
taine  and  Indiana  road  was  completed  to  Union, 
thus  making  the  connection  between  Indianapolis 
and  Cleveland,  and,  in  fact,  between  Terre  Haute 
and  Lafayette,  on  the  Wabash,  and  the  cities  of 
New  York,  Boston,  Philadelphia,  and  Baltimore. 
It  required  time  and  expense  to  get  .'nto  practical 
operation  through  passenger  and  freight  arrange- 
ments, and  to  bring  the  new  line  to  public  atten- 
tion. Two  other  lines  were,  in  the  mean  time, 
opened  between  Indianapolis  and  Cincinnati,  thus 
dividing  the  travel  and  traflic  between  those 
points.  Our  receipts  for  July  were  but  $9,000. 
For  December  they  are  $22,800,  and  steadily  in- 
creasing on  our  through  business.  Owing  to  the 
break  of  gauge  at  Muncie,  our  freight  traffic  is 
made  more  expensive  to  us,  and  our  freight  re- 
ceipts for  December  have  been  seriously  impaired 
by  the  conduct  of  the  band  of  rioters  at  Erie, 
who,  headed  by  city  and  county  officers,  and 
'  sympathised '  with  by  the  State  Executive,  have 
not  only  set  at  defiance,  but  trampled  upon  all 
law,  wantonly  destroyed  the  property  of  the  Rail- 
n>.ad  companies,  and  interrupted  the  travel  and 
trade  of  the  country.  We  earnestly  hope,  not  only 
for  our  own  interests,  but  for^the  character  of  the 
country,  that  this  state  of  things  will  eoon  be 
brought  to  an  end,  and  that  no  other  portion  of 
our  people  will  hereafter  envy,  or  seek  to  emulate 
the  spirit  that  has  actuated,  or  the  lawless  and 
infamous  acts  that  have  been  committed  by  the 
people  of  Erie. 

Our  break  of  gauge  at  Muncie  continues  to  rest 
under  the  preliminary  injunction  granted  by  Judge 
McLean.  We  a  e  satisfied  of  our  legal  rights  in 
the  premises,  and  unless  otherwise  relieved,  shall 
press  the  final  decision  of  the  cause,  by  all  proper 
means,  to  the  higher  legal  tribunals.  In  the  mean- 
time we  are  not  without  hoi)e  that  an  amicable 
adjustment  of  the  matter  may  yet  be  made. 

The  earnings  of  the  road  for  the  last  six 
months  are  exhibited  by  the  following  statement : 

Receipts  from  July  \st  to  Dec.  Z\st,  1853. 

From  Passengers $73,398  85 

„    Freight 38,790  90 

„    Mails,  Expresses,  and  Extra  Bag- 
gage       5,828  68 


T6UL . . . . . .  . ...  ............  $118,018  43 

Ezpcnses. 

Running  Expenses $39,846  99 

Interest     on      $661,000  ■    .'       '.  • 

Foreign  Bonds  at  7  per 

cent 23,130  00      ■  ;.  ..,  ■ 

Interest  on  $44,896  Dom-  '    ;      ; 

estic  Bonds,   at  10  per 
cent 4,489  60 


$67,466  69 


Dayton . 
Circleville. 

Tiffin 

Canton 

Mivssillon.! 

Akron 

Warren  . . . 
Wooster . . . 


6,309,928 
711,810 
535,060 
354,528 
497,736 
613,110 
346,721 
436,384 


Net  earnings $50,551  84 

Dividends  of  4  per  cent,  on  $787,975 

of  .stock 31,519  00 


Surplus $19,032  84 

The  stockholders  will  observe  that  the  earnings 
would  have  borne  a  larger  dividend  than  4  per 
cent.;  but  the  Board  h.ive  well  considered  the  fu- 
ture policy  of  the  Company,  and  hold  it  advisable, 
while  paying  the  stockholders  a  handsome  equi- 
valent upon  the  investment,  to  accumulate  a  sur- 
plus fund  that  shall  be  available  for  future  emer- 
gencies, and  at  all  times,  the  property  of  the 
stockholders,  should  no  extreme  necessity  require 
its  use.  Such  a  policy  they  hold  to  be  better  for 
the  Company  in  its  future  operations,  and  more 
advantageous  for  the  stockholders. 

The  result  of  the  last  six  months  have  more 
than  equalled  our  ezpectations.    Few  roads  in 
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their  opening  season  have  done  .^o  well.  We  con- 
fidently anticipate  a  very  large  increase  of  business 
daring  the  coming  year.  At  present  the  whole 
line  is  without  a  Western  outlet  beyond  Terre 
Haute.  During  the  next  year  it  is  considered 
certain  that  the  Ohio  and  Mississippi  railroad  will 
be  completed  from  St.  Louis  to  Vincennes,  and  also 
that  the  road  will  bo  in  working  order  from  Vin- 
cennes to  Terre  Haute.  This  will  constitute  the 
first  connection  between  Terre  Haute  and  St. 
Louis.  Within  the  next  two  years  one  or  two  ad- 
ditional and  more  direst  lines  will  be  opened 
between  those  points.  Connections  have  also  been 
made,  through  the  Madison  and  Jeffersonville 
roads,  with  Madison  and  Louisville,  and  we  con- 
fidently look  forward  to  an  increase  of  travel  and 
trade  from  that  quarter. 

The  road  has  been  worked  very  eflBciently  and 
economically  during  the  six  months.  For  this  the 
Superintendent,  Mr.  Nottingham,  is  entitled  to 
great  credit. 

The  Board  cordially  congratulate  the  stockhold- 
ers upon  the  8ucc«s8  of  the  work  so  strongly  ma- 
nifested at  its  very  commencement,  and  assure 
them  that  under  good  management,  and  by  steady 
adherence  to  the  sound  policy  of  fostering  and 
encouraging  its  trade,  and  not  straining  or  over- 
tasking its  earnings  by  extraordinary  dividends, 
until  it  shall  have  acquired  strength,  it  can  be 
made,  and  will  become,  one  of  the  best  paying 
roads  in  the  West.  It  is  a  link  in  the  great  chain 
of  connection  between  the  Eastern  cities  and  the 
Mississippi  river.  It  has  been  well  and  cheaply 
built.  It  must  be  a  part  of  the  great  traveled 
line  between  the  East  and  the  West.  Its  grades 
are  easy  and  its  lines  straight,  so  that  it  can  be 
worked  with  speed  and  economy.  When  its  pro- 
mised connections  are  all  made,  no  estimates  now- 
formed  of  its  earnings  and  usefulness  will  equal 
the  reality. 

The  subjoined  note  from  the  Superintendent 
exhibits  a  condensed  sratement  of  the  sources  of 
receipts  and  working  operations  of  the  road  during 
the  six  months  embraced  in  this  Report. 
By  order  of  the  Board  of  Directors, 

JOHN  BROUGH,  President. 

superintendent's    STATffAfENT. 

Indianapolis  and  Bellefontaine  R.  R.  Co. ) 
Indianapolis,  January  2d,  1854.      J 
John  Brough,  Esq.,   Pres't: — Sir: — Herewith  I 
hand  you  statement  showing  the  earnings  of  the 
road,  from  various  sources,  for  the  six  months 
ending  Jan.  I,  18M: 


Months. 


Passen- 
gers. 


Freight.    Mails. 


n 

OB 

£ 


July..  $8,064  10 
Aug. . .  16,060  40 
Sept...  14,427  49 
Oct.  . .  13,381  31 
Nov...  10,803  41 
Dec. . .  10,692  04 


S4,671  99 
3,874  06 
7,074  89 
7,825  20 
7,667  70 

11,227  07 


$700 
700 
700 
700 
700 
700 


$229  47 
30G01 
312  61 
105  83 
306  06 


01 


6  60 
24  90 
24  65 

14  65 


Tota]8.73,908  86    38,790  90  4,200  1,668  98  69  80 

Expenses  in  operating  the  road  for  the  above 

time : 

July ..:','.... $2,178  87 

August 7,637  71 

September 6,461  13 

October 6,606  41 

November 7,616  00 

December 9,347  87 


Total $39,846  99 

Whole  number  of  passengers  carried  dur- 
ing the  above  time 47,232 

Number  of  miles  run  by  passenger  cars. . .  110,068 

baggage  cars 33,696 

passenger  engines  48,570 
freight  engines  ..  20,707 
gravel  engines..  .     6,369 

wood  engines 1,198 

There  has  been  expended  during  the  same  time, 
for  ballasting  the  road  and  constructing  new  build- 


» 

f 

1" 

» 
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ings  along:  the  line,  chargeable  to  construction  ac-  to  examine  and  clean  up  the  eugiue  aiid  c;ir.s,  and 
count,  $22,419  49.  |  make  any  little  repairs  that  may  be  needed,  and  it 

Included  in  the  above,  thdre  has  been  an  Eat-  is  much  more  economical  to  both  Companies  than 
ing  House  erected  at  Union,  half  of  which  belongs  for  each  to  run  its  own  train  over  its  own  line  on- 
to this  Company ;  a  passenger  house  and  wood  ly,  and  making  the  two  lines  practically  what  they 
shed  erected  at  Muncic ;  a  wood  shed  erected  at  j  must  become.oue  in  interest  in  the  Central  through 
Pendleton  and  one  at  Oakland ;  also,   four  wells  route  between  the  East  and  the  West. 


have  been  dug  and  houses  buiit  to  protect  them ; 
a  large  freight  house  has  been  erected  at  Indiana- 
polis ;  also,  a  machine  shp  and  engine  house,  both 
of  the  latter  nearly  completed.  A  portion  of  the 
above  expenses  have  been  appropriated  to  the  lat- 
ter buildings. 

The  Company  have  on  hand  at  this  date  the 
following  rolling  stock : 

Locomotive  Engines. 

3  first  class  4  feet  10  inches  gauge. 

4  „       „    4  feet  8^  inches  gauge. 

2  second  class  4  feet  8)^  inches  gauge. 
1  Poney  Engine  4  feet  b>2  inches  gauge. 

Passenger  Cars. 
9  first  class  cars. 

3  „      „        „    with  9  months  use. 
3  new  baggiige  and  mail  cars. 
1  baggage  and  mail  car,  half  worn. 

Freight  Cars.   ..-'■  r  f 

36  box  freight  cars  "^ 

26  stock  eattle  cars.        ' 

26  flat  cars. 

30  new  gravel  cars. 

45  old  gravel  cara. 

12  hand  cars.  -       '  "     ■         "' 

1,600  cords  of  wood  on  the  road,  measured  and 
paid  for. 

<-\     J.NOTTINGHAM,  Sup't. 

IndlanK  Ceat#'al  Uatlroad 

The  Second  annual  report  of  the  President  and 
Directors  of  this  Company,  has  been  published. — 
With  slight  abridgement  we  have  transfered  i;  to 
our  columns  as  follows  -   .  /  '  ;  - 

Office  Indiana  Central  Railway  Co.,  > 
Centreville,  Dec.  31,  1863.     ] 
To  Lie  Stockholders  of  the  Indiana    Central  Rail- 
wan  Company: 

It  is  with  great  satisfaction  that  we  avail  our- 
selves of  the  clcse  of  the  year  to  report  to  you  the 
present  condition  and  prospects  of  the  highly  im- 
portant work  entrusted  to  our  charge. 

The  summer  and  fall  of  1862  and  the  succeeding 
winter  proved  almost  unprecedented  for  the  quan- 
tity of  rain  that  fell,  which  greatly  retarded  the 
grading  and  preparation  of  our  road  bed,  so  that 
we  were  only  able  to  make  a  bad  commencement 
of  track-laying  at  the  west  end  of  our  line  during 
that  year,  and  the  same  cause  delayed  the  com- 
pletion of  the  Dayton  and  Western  Railway  to  the 
State  line  until  near  the  first  of  March  last,  so  that 
we  were  only  able  to  commence  track-l«ying  at  the 
eastern  end  of  our  line  early  in  that  mouth,  and 
the  breaking  of  the  Whitewater  Valley  Canal  ui 
December,  1862,  prevented  our  getting  rails  deliv- 
ered at  Cambridge  city,  where  we  had  ten  miles  of 
grading,  bridging  and  culverting  nearly  ready  for 
laying  the  rails.  So  that  nearly  the  whole  of  our 
track-laying  and  much  of  our  heaviest  grading 
was  necessarily  thrown  over  into  this  year.  Not- 
withstanding all  these  drawbacks,  early  in  April 
we  announced  that  we  would  have  our  track  all 
down  by  the  first  of  October,  now  past,  though  we 

could  find  few  who  would  credit  the  statement. 

But  by  unremitting  attention  and  exertions  we 
were  able  to  run  a  passenger  train  through  our 
whole  line  on  the  8th  day  of  October  last,  coming 
within  a  week  of  the  time  set  .six  months  before 
for  having  the  entire  track  down,  since  which  time 
we  have  been  running  a  passenger  train  each  way 
daily. 

We  have  made  a  favorable  arrangement  with 
the  Dayton  and  Western  Railway  Company,  which 
went  into  operation  on  the  11th  day  of  October 
last,  by  which  our  Company  has  and  will  continue 
to  run  the  entire  line  between  Indianapolis  and 
Dayton,  108  miles,  without  any  change  of  cars.— - 
The  distance  is  just  about  a  fair  one  for  a  single 
engine  and  set  of  hands  to  run  without  stoppage. 


During  the  past  year  we  have  been  admitted  to 
an  equal   interest  in  "  The    Indianapolis  Union 
Railway  Company,"   in  common  with   four  other 
railway  companies  who  are  interested  in  the  Union 
Passenger  Station  house  at  Indianapoli.s,  recently 
3omi>leU.d,  and  in  the  Union  Railway   track,  over 
a  mile  in  length  through  Indianapolis,  and  connect- 
ing the  tracks  of  seven  railways  completed   and 
concentrating  at  that  city,  to  which  track  six  rail- 
way companies  have  contributed  and  are   equally 
interested  in  it,  and  the  seventh  company  has   re- 
cently been  admitted  to  participate  in  the  use  of 
the  track  and  to  receive  and  discharge  pa-svngers 
at  the  passenger  house.     The   advantages  of  this 
interest  and  connection  are  so  manifest  that  they 
are  well  worth  a  much   larger  sum   than  the   cost 
to  our  Company.     Our  trains  arrive  at  Indianapo- 
lis before  the  departure  of  the   trains  for   Terre 
Haute,  and  also  for  Lafayette,  Michigan  City  and 
Chicago,  and  by  a  circuitous   route  connecting  us 
with  the  interior  of  Uliuois  and  St.  Louis  by  Rail- 
way, except  some  twenty  miles  by  steamboat  be- 
tween Alton  and  St.  Louis.     The  connection  with 
the  present  lines  will  always  be  ver>'  valuable  to  us.j 
But  doubtless  within  the  present  year  we  shall  have, 
much  more  direct  railway  connections  with  Central 
Illinois,  St.  Louis  and  and  Missouri,   by  means  of 
the  Terre  Haute  and  Richmond  Railroad,  and  the 
Alton  and  Terre  Haute  Railroad,  the  latter  of 
which  will  doubtless  be  completed  within  the  year, 
and  afford  a  very  direct  line  to  St.   Louis.     W© 
shall  also  have  a  very   valuable  connection   with 
that  city  by  means  of  the  Ohio  and  Mississippi 
railway,  which  will  be  completed  within  the  year 
from  St.  Louis  to  Vincennes  and  then  by  the  Evaus- 
ville,  Terre  Haute   and   Crawfordsville   Railway, 
which  will  most  likely  be  completed  to  Terre 
Haute  within  the  year.     That  part  of  the  line  be- 
tween Evansvill^'  and  Vincennes  is  already  com- 
pleted and  in  running  order,  and  we   may  always 
expect  to  receive  a  fair  contribution  of  travel  from 
this  line. 

We  have  a  most  valuable  connection  with  Cin- 
cinnati and  intermediate  points  by  our  connection 
at  Richmond  with  the  Richmond  and  Miami,  Eaton 
and  Hamilton,  and  Cincinnati,  Hamilton  and  Day- 
ton Railways,  afiTording  the  best  railway  connec- 
tion between  the  large,  populous  and  wealthy  cities 
of  Cincinnati  and  Indianapolis,  and  through  the 
pieasantest,  best  improved  and  most  populous 
country  of  any  route  constructed,  or  projected  be- 
tween those  very  important  points.  And  from  the 
attractivenes.s  of  the  route,  the  large  number  of 
towns  and  cities  it  runs  through  and  connects,  and 
the  high  state  of  cultivation  of  the  country  and 
the  consequent  business  that  must  always  be  done 
along  the  line,  it  must  always  receive  a  liberal  pro- 
portion of  the  travel  between  those  cities  as  well 
•AB  share  largely  in  the  through  transportation  of 
freight  between  those  points,  and  the  way  travel 
and  business  that  we  must  receive  from  those 
lines,  and  return,  must  be  an  enduring  source  of 
profit  to  ours  as  well  as  their  lines. 

By  our  connection  with  the  Dayton  and  Western 
Railway  at  the  Sute  line,  we  have  the  shortest 
and  only  direct  connection  between  Indiana{K>lis 
and  Dayton,  108  miles  apart,  and  through  a  coun- 
try unrivalled  in  th«  beautiful  west  for  iu  natural 
beauty,  its  high  state  of  agricultural  improvement, 
and  its  numerous,  improving,  and  prosijorous  cities 
and  villages. 

The  cites  of  Indianapolis  and  Dayton,  removed 
from  any  rivalry  by  their  distance  apart,  and  yet. 
when  our  track  shall  have  been  well  settled,  and 
adjusted  within  three  hours  travel  of  each  other, 
present  a  spectaclejiot  shown  by  any  other  two 
cities  of  the  West.  Each  surrounded  by  a  large 
extent  of  the  very  best  lands  in  the  west,  in  a  high 
state  of  improvement,  and  each  presenting  most 
attractive  features  by  the  magnificent  scale  on 
which  they  are  laid  out.    With  their  broad  an(] 
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roomy  streets  and  avsuues,  they  strike  the  atten- 
tion of  the  energetic  and  enterprising,  who  are 
seeking  luimos  for  themselves  and  their  children 
in  prosperous  and  rapidly  advancing  cities.  In- 
•  diannpolis  has  seven  completed  railways  in  active 
operation,  centering  within  its  limits,  and  several 
others  in  course  of  con.struction.  Wliilst  Dayton, 
with  her  almost  unrivalled  waterpovver  and  large 
manufactories,  h;is  Hve  completed  railways  in  ac- 
tual operation  centering  within  its  limits,  and  with- 
in sixty  days  will  have  a  sixth  one  completed,  and 
has  ai  least  two  others  in  course  of  construction, 
and  others  projected,  besides  the  the  Miami  and 
Erie  Canal  passing  through  it,  connecting  the  Ohio 
river  at  Cincinnati  with  Lake  Erie  at  Toledo,which 
has  long  been  a  most  important  avenue  of  com- 
merce. These  Kailways  radiate  to  every  point  of 
th«  compass  from  each  place  like  the  rays  of  light 
from  stars  of  the  first  magnitude. 

We  are  connected  by  railway  with  Columbus, 
Ohio,  by  one  line,  a:id  within  sixty  days  we  shall 
have  another  line  in  operation  b-'tween  Dayton 
andColuuibus.afibrdiiig  a  choice  of  routes  through 
beautiful  and  highly  imi)iove(l  country,  whilst  im- 
mediately ejist  of  Cohiiuhus.  the  Central  Ohio 
Railway  has  beea  completed  and  put  in  operation 
SOU).'  seveuty-tivc  miles  and  doubtle.ss  wiihio  the 
coming  year  it  will  be  completed  to  Wheeling,  af- 
fording a  direct  cjunection  with  Baltimore  and 
Washington  City.  It  is  also  supponed  that  the 
Pittsburgh  and  Steul)enville  rout«  from  Pittsburgh 
to  Newark  on  tho  Central  Ohio  line  will  be  com- 
pleted within  this  year,  which  will  afford  us  a  di- 
rect route  to  Pittsburgh,  Philadelphia  and  Kew 
York.  Indeed  this  route  when  completed  will  be 
about  one  hundred  miles  nearer  from  Central  In- 
diana and  Ohio  to  New  York  than  any  route  now 
in  operation  through  the  State  of  New  York. — 
When  thest!  lines  and  the  Uempfield  line  between 
Wheeling  and  Greensburgh,  on  the  Pennsylvania 
Central  Railway  shall  be  completed,  our  line  will 
be  in  a  position  to  command  the  attention  it  has 
always  merited,  and  its  travel  and  business  must 
make  it  one  of  the  most  importiint  and  profitable 
lines  in  the  West. 

Our  connection  at  Dayton  with  Lake  Erie  by  the 
Miami  Canal  and  by  two  lines  of  Railway,  will 
always  render  our  line  one  of  the  shortest  and 
cheapest  lines  for  freighting  from  and  into  the 
heart  of  the  country  ;  besides,  these  railway  lines 
and  the  line  from  Columbus  to  Cleveland,  as  weh 
as  the  eastern  lines  to  the  mountain  regions,  at 
certain  seasons  of  the  year  will  attract  a  large 
share  of  those  travelhng  for  recreation  or  health 

To  the  west  from  Indianapolis  a  very  important 
line  to  us  (the  Indiana  and   Illinois  Central  Rail- 
way,) has  been  put  under  contract  for  construc- 
tion, and  which  will  doubtless  be  constructed,  con- 
m-cting  the  capitals  of  Indiana  and  Illinois  (India 
napolis  and  Springfield)  by  a  direct   line  crossing 
boih  branches  of  the  Illinois  Central  Railway,  and 
at  Springfield  connecting  with   completed  lines  to 
Alton,  on  the  Mississippi  river  twenty  miles  above 
St.  Louis,  and  with   Naples  on  the   Illinois   river, 
immediately  west  of  Springfield,  and  less  than 
forty  miles  from  the  Mississippi  river  at  Hannibal, 
the  best  8hipi)ing  point   on  the   Missouri   side  of 
that   river,  St.  Louis  excepted.     Fro;n   Hannibal 
t:jrougb  the   northern   and  the   very  best  part  of 
the  State  of  Missouri  to  St.  Joseph,  on  the  Mis- 
souri river,  some  250  miles,  there  is  a  line  of  rail- 
way constructing,  it  all  being  under   contract  and 
much  of  the  work  far  advanced.    This  line  must 
be  completed  at  an  early   day,  the   means  for   its 
construction  being  ample,  the  G^nneral  Govern- 
ment having  appropriated  about  two  millions  of 
acres  of  lands  for  its  construction.    When  this  line 
shall  be  finished  and  the  links  between  Naples  and 
Hannibal,  and  Indianapolis  and  Springfield  phall 
be  filled  up,  it  will   present  the   longest,  most  at- 
tractive, and  imposing  line  on  the  continent.    It 
will  be  the  nearest  and  best  route  from   Washing- 
ton City,  Baltimore,  Philadelphia,  New  York  and 
Pittsburgh  to  St.  Joseph,  the   great    point  of  de- 
parture of  emigration  and  traTel  to  Utah,  Califor- 
nia and  Oregon.    It  passes  near  the  parallel  of  40" 
Dorth  latitude  all  the  way  from  Philadelphia  to  St. 


Joseph,  passing  through  the  capitals  of  the  great 
States  of  Pennsylvania,  Ohio,  Indiana  and  Illinois  , 
itad  upon  no  other  line  of  the  same  length  on  th< 
continent  can  so  long  and  direct  a  line,  so  easil\ 
completed,  be  found,  and  through  so  large  an 
amount  of  fertile,  productive  and  attractive  coun- 
try that  must  be  tilled  up  with  an  exceedingl} 
dense,  enterprising  and  wealthy  population,  wht 
will  always  insure  an  ample  business  to  the  lint 
even  when  completed  throughout  with  doubh 
tracks,  as  must  be  the  case  in  a  few  years.  It  is 
the  route  through  which  a  large  part  of  the  hardy, 
enterprising  emigrants  who  have  peopled  the  west 
have  found  their  way  to  the  Mississippi  valley,  and 
it  must  always  command  a  full  proportion  of  travel 
and  emigration  to  the  further  west. 

The  illiberal  policy  of  the  State  of  Illinois  in 
refusing  leave  to  construct  the  line  between  Tern 
Haute  and  St  Louis  has  hitherto  prevented  tht 
'  construction  of  that  very  important  linv;  that  polic\ 
must  yield  to advancingenhghtenmentand  adue  re- 
due  regard  to  the  mutual  interest  of  the  citizens  oi 
co-terminous  Slates  and  common  citizens  ot  thi 
great  Union  of  States  of  which  Indiana  and  Illinois 
are  very  im  )ortant  members.  When  this  line  shail 
be  completed  the  Terre  Haute  and  Richmond  ami 
the  Indiana  Central  Railways  by  their  travel  aqd 
business  will  justify  fully  the  wise  forethought  ol 
their  projectois  and  fully  remunerate  those  who 
have  hazarded  their  means  to  construct  them. 

The  length  of  our  main  line  by  actual  measure- 
ment is  72.41  from  the  State  line  to  the  Union  Pas- 
senger Station  House  in  Indiana|K)lis,  and  the 
length  of  side  tracks  already  laid  is  3.49  miles, 
making  an  aggregate  length  of  track  75.90  miles, 
all  laid  with  a  good  T  rail,  exceeding  sixty  pound.- 
to  the  lineal  yard.  Our  road  bed  has  been  well 
built,  of  a  uniform  width  of  16  feet  on  the  surface, 
and  the  track  is  laid  with  heavy  cross-ties  of  not 
less  than  six  by  eight  inches,  (and  most  of  them 
wider  than  eight  inches,)  and  all  of  them  eighi 
feet  long  and  of  good  white  oak  and  burr  oak 
timber,  with  eight  ties  in  each  panel  of  eighteen 
feet.  The  bridges  are  of  the  very  best  construe 
lion,  the  most  of  the  longer  ones  being  construct 
id  of  good  sound  pine  timber,  on  Thayer's  patent 
plan,  and  the  residue  of  them  built  of  good  while 
oak  and  burr  oak  timber. 

Owing  to  the  advance  of  the  price  of  labor  and 
materials  during  the  last  year,  the  cost  of  our  road 
has  exceeded  the  original  estimates.  But  it  is 
still  a  very  cheap  line,  passing,  as  it  does,  through 
an  udulating  country,  and  transversely  to  the  val- 
leys of  all  the  water-courses. 

The  cost  of  the  road-bed,  superstructure,  rails, 
chairs  and  spikes,  and  track  actually  laid  ready 
for  running  is,  say  $16,100  per  mile,  or  only  SI, 
222,272  84  for  the  track  actually  laid  and  in  use, 
including  a  surplus  of  rails,  cross  ties,  chairs  and 
spikes  sufficient  to  lay  about  three  miles  of  addi- 
tional side  tracks. 

We  have  14  locomotive  engines,  9  passeng-^r 
cars,  120  eight  wheeled  freight  cars  and  42  dum|)- 
iug  gravel  cars  for  our  line,  in  addition  to  nearly 
a  proportionate  equipment  according  to  length,  on 
the  Dayton  and  Western  Railway.  Our  engines 
and  cars  are  new,  and  of  the  very  best  construc- 
tion, and  sufficient  for  the  wants  of  the  road,  ex- 
cept our  equipment  of  freight  cars  must  be  in- 
creased. 

The  annexed  statement  A,  shows  the  cost  of 
construction  of  the  road  and  equipments  separate- 
ly, and  also  our  indebtedness,  and  our  means  in 
addition  to  the  road  itself. 

The  actual  cost  of  construction  of  such  a  work 
by  no  means  expresses  its  full  worth.  The  inher- 
ent value  of  the  work  must  depend  on  its  route, 
manner  of  construction,  and  the  business  it  will 
do,  and  the  revenue  it  will  yield.  In  these  parti- 
culars we  think  our  road  is  essentially  more  valu- 
able than  most  lines  in  the  west,  and  its  actual 
cost  below  the  average  cost  of  western  roads.  Our 
rails,  chairs,  spikes,  locomotives  and  cars  having 
been  contracted  for  at  the  cheap  rales  that  prevailed 
in  the  spring  of  1852,  were  worth  at  the  prices  of 
the  same  articles  that  ruled  in  the  spring  and  sum- 


$300,000  over  their  actual  cost ;  consequently  our 
>tock  is  worth  that  much  more  as  compared  with 
new  railways  now  constructing,  supposing  them  to 
lave  otherwise  as  favorable  routes,  and  that  labor 
md  other  things  entering  into  the  cost  of  con- 
struction were  no  dearer  th.'U  when  our  work  was 
lone.  Such  however  is  not  tlie  fact.  Labor  and 
naterials  havS  advanced  largely,  and  tho  conse- 
{uence  is,  our  earnings  will  pay  large  dividends 
ihereon,  if  other  lines  less  fortunate  in  the  time  of 
.'onstruction  will  merely  pay  an  interest  on  their 
cost,  especially  when  we  lake  into  consideration 
the  singularly  fortunate  location  of  our  line  where 
the  bu.siness,  population  and  wealth  of  the  country 
must  give  it  a  business  not  excelled  in  our  State. 

Table  B.  shows  the  earnings  of  the  road  between 
Indianapolis  and  Dayton  up  to  and  including  this 
lay.  These  earnings  are  most  flattering,  consider- 
ing that  they  were  accomplished  with  a  single  pas- 
senger train  each  way  per  day,  w^ith  the  addition 
jf  very  liille  freighting.  It  requires  little  foresightto 
^)erceive  that  with  additional  passenger  and  freight 
'iccommodations,  that  the  increase  in  earnings 
inust  satisfy  the  largest  expectations  of  the  friends 
of  the  line.  . 

By  order  of  the  Board.       '     •     ■      .  , 
JOHN  S.  NEWMAN, 
President. 
■  A       I    • 

Capital  Stock S576,150  00 

Mortgage  7  per  cent.  Bonds 000,000  00 

Domestic  10  "      "        "      463,600  00 


Construction  acct.,.. SI ,222,272  84 
Engines  and  Cars...      218,437  89 


$1,638,760  00 


$1,440,710  73 


Excess $198,039  27 

Assets  in  Real  Estate,  $194,216  00 

Debts  due  for   Stock  '  - 

and  Lands 116,365  25 

Miscellaneous  Debts..       35,257  41 
Iron    Cro.s8    Ties    and 

Materials  on  hand,      20,000  00  . 


$384,828  66 
CJnfunded  Debt .'.$143,777  60 


'■  $241,051  06 

Abore  Excess 198,089  27 


Excess  of  Means $43,011  79 


Earnings  of  57  miles  of  line  between  In-    : 
dianapolis  andGreensfork,  Passengers 
only  from  Sept.  19th,  to  Oct.  10th  in- 
clusive   $3,470  70 

Earnin=,8  of  the  entire  line  from  the  11th 
to  31st  Oct.   inclusive 9,471  23 

Earnings  of  the  entire  line  for  November,  12,637  06 
"     "  December,  17,129  01 

Since  the  foregoing  Report  was  ordered  to  be  pub- 
lished the  Earnings  of  the  first  12  working  days 
in  Jarmary,  1864,  have  been  received  and  amount 
to  $10,909  10 

The  following  are  tho  oflScers  cf  the  Indiana 
Central  Railroad  Company  for  the  present  year : 

Directors — Charles  Parry,  Indianapolis :  WiIIian\ 
Butler,  Dublin ;  Solomon  Meredith,  Williams  Pet- 
ty, Cambridge  City;  Caleb  B.  Jackson,  David 
Commons,  Samuel  Hannah,  John  'S.  Newman, 
Centreville.  President, — John  S.  Newman.  Se- 
cretary,—John  M.  Commons.  Treasurer, — Samuel 
Hannah. 


IndianapoIU  ana  ClnoiunRtl  Rallroaa* 

Thomas  A.  Morris,  of  Indianapolis,  has  been 
elected  president  of  the  above  road  to  fill  the  va- 
cancy occasioned  by  the  death  of  Hon.  George 
H.  Dunn, 

Mr.  Philip  L.  Spooncr,  of  Lawreuceburg  has 


mer  past,  before  they  were  put  in  use,  at  least, been  elected  a  director,  also,  of  the  above  road. 
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Pblladelphia  and  Westdteatcr  Direct  K.  H. 

The  oQicers  elected  at  Media  on  the  9th  inst., 
are  as  follows ; 

President— John  Rutter.    . 

Treasurer— William  F.  Griffith. 
;    Secretary — Samuel  B.  Thomas. 

Managers— .James  M.  Wilcox,  Charles  Kelly, 
H.  Jones  Brooke,  J.  Lacey  Darlington,  Wilmer 
Worthingion,  Lewis  Brinton,  Samuel  J.  Sharpless, 
George  Presbnry,  John  R.  Wilmer. 

The  Chief  Engineer  is  J.  E.  Sickels,  and  the 
resident  engineer  at  Media,  Joseph  S.  Gitt 

Cleveland  and  Medina  Railroad. 

This  road  commences  at  Grafton  upon  the  line 
of  the  C.  C.  and  C.  R.  R.,  passing  directly  through 
the  townships  of  York,  Medina,  Lafaj-ette  and 
Guilford,  and  the  towns  of  Medina  and  Seville. 
From  Seville  the  road  continues  through  the  rich 
and  fertile  valley  of  th«  Chippewa  and  South- 
easterly Branch  in  Wayne  county,  to  Dalton  and 
Massilloo. 

During  the  past  year  the  Directors  have  pushed 
forward  the  work  upon  the  road  as  rapidly  as  the 
means  at  Iheir  command  would  permit.  Nearly 
twenty  mijes  of  the  road  are  graded,  and  much  of 
tke  masonry  finished.  With  the  necessary  means 
the  Directors  would  have  the  entire  road  in  running 
order  by  Sept.  1st,  1855. 


1853. 


Raihrpada. 


Par. 


The  Sontta-'WeBtern  Railroad. 

We  have  been  iavored  with  the  following  Com- 
parative Statement  of  the  receipts  of  this  road. 
We  take  pleasure  in  placing  it  before  our  readers, 
many  of  whom  are  stockholders.  The  road  has 
always  paid  dividends  at  the  rate  of  8  per  centum 
per  annum,  and  there  can  be  no  doubt  (seeing  the 
great  increase  of  business  since  the  1st  of  August, 
the  last  dividend)  of  the  ability  of  the  Company 
to  continue  the  same  good  rate.  We  know  of  no 
Stock  which  offers  to  capitalists,  a  better  opportu- 
nity for  investment. 

Comparative  Statement  of  the  Business  of  the 
Siiuth-  Western  Railroa,d,  for  the  years  1862  and 
1853. 

1863 

Aug..  SI  1,081  52 

Sept...  16,846  62 

Oct.  ...20,497  53 

Nov... 23,373  83 

Dec.  to 

the 22. 19,303  06 


Boston  and  Lowell 100 

Boston  and  Maine 100 

Boston  and  Providence 100 

Boston  and  Worcester 100 

Cheshire  (preferred) 100 

Concord 50 

Concord  and  Montreal 100 

Connecticut  River 100 

Eastern 100 

Fall  River 100 

Fitchburg 100 

Grand  Junction 100 

Manchester  and  Lawrence 100 

Michigan  Central 100 

Nashua  and  Lowell 100 

New  York  Central 100 

Norfolk  County 100 

Northern  (N.  H.) 100 

Norwich  and  Worcester 100 

Offdensburg 60 

Old  Colony 100 

Passumpsic 100 

Portland  and  Saco 100 

Reading 50 

Rutland  (old) 100 

Rutland  preferred  S's 100 

Rutland  preferred  6's 100 

South  Shon* 25 

Sullivan 100 

Vermont  Central 60 

Vermont  and  Canada 100 

Vermont  and  Massachusetts 100 

Wilmington 60 

Western 100 

Worcester  and  Nashua. 100 


High- 
est 
Sales. 

106 
IO9I4 

92>^ 
105 

58>4 

57 

46>4' 

98>4 
107^4 
104,'^ 

65 
101  i 
118 
112 
11534 

69 

65 

58,5/8 

.311 
95 
61 

IO2I4 
43i 
42 
94  J 
70 

lOM 
21 

2U 
107^ 

22 

40>4 
102k 

C3 


Low- 
est 
Sales. 

^m 
102 
85 

100 14 
4(» 
51?4 
30 
52  k. 
90  ' 
104 
93 
30 
88 
104 
107 
113)2^ 
60 
44^ 
6U4 

77 

33ag 

96 

43 

10 

40 

15 

8>4 

10 

12.^ 

99 

16?4 

35i 

97 

54 


■c»o 

«  'JO 

Oi  i-l 

5  c 
xn 

205 
5,290 
2,810 
4,021 
984 
1.776 
1,494 
177 
1,850 
263 
3,337 
310 
1,168 
2,767 
50 
51 
1,441 
4,846 
725 
133,868 
3,809 
1,370 


« 


;C< 


^  >.     tA  .1^      Div'ds. 
2^3      SS         1863. 


106 

IOC 
90 

103 
56 
55 
44 
604 
96? 


94 

102 
85 

101 
40 
521 
33 
54 


4 
8 
34 


1«5 

2,643 
482 


Railroad  Bonds. 


1860. 


1852. 
Aug...S6,151  94 
Sept..  11,696  62 
Oct...  1^,742  14 
Nov...  12,719  65 
Dec.  to 
the  22.  7,490  36 


Increase. 

$4,929  68 
6,160  00 
3,765  39 

10,654  18 


11,812  70 


S54,800  71 


$91,102  66   36,301  85 

Sarv.  News. 


Cheshire  6's,  1860 

Concord  and  Montreal  Mortgage  7's, 

Grand  Junction  6's,  1870 

Michigan  Central  8's,   1860 

Norfolk  County  6's,  1854 

Ogdensburg  1st  Mortgage  7'8.  1859 

Ogdensburg  2d  Mortgage  7'8,  1861 

Rutland  1st  Mortgage  7*8,  1863 

Rutland  2d  Mortgage  7's,  1863 

Vermont  Central  1st  Mortgage  7's,  1861 . . . 
Vermont  Central  2d  Mortgage  7'8,  1867 . . . 
Vermont  and  Massachusetts  Mortgage  6's, 


1855. 


1863. 

High-     Low- 
est        est 
Sales.   Sales. 

.     99>4  96 

.    100>4  99 

.     86  73 
.   111>^  106 

.     86  70 
.   1021.^    89 

.     92>^  62 

.  100  87 

.     74  67 

.     96  834 

.     86^i  644 


87 


80 


1,914 

678 

510,833 

1,%9 

21,241 

25,370 

4,470 

1,551 

Amount 

sold  in 

1853. 

$3,100 

63,000 

67,200 

21,000 

43,700 

171,900 

963,000 

205,400 

46,000 

1,092,700 

1,067,400 

84,200 


4 

0 
2 
3 
4 

3 
0 

34 

0 

4 

0 
0 
24 
2 
0 
0 
0 
3 
3 
0 
4 
8 
0 

11  16  0 
18^4  13^  0 
105  99  4 
211^  18^  0 
374  394  2 
lOli  90  34 
69      68 » 8     24 


104     102 
102      94 

30  65 
101       884 
1034  101 
108     106 

...     1134 

66  63 
59  ?4  52 
63      60 

31  164 
80       91 
604     33 
994     97 
49      894 


38 
90 


114 
40 


644     23 

9        84 


3 
4 

3>^ 
Z% 
2 

4 

0 

2 

3 

4 

3 

0 

34 

8 

4 

0 

0 

24 

2 

0 

0 

0 

8 

3 

0 

4 

0 

0 

0 

0 

4 

0 

3 


34 
2li 


CO 

•d 


99}i 
99}4 
77 

10)*, 
72  ■ 
102 
89>4- 
9914 

91 
80 

84 


^      _-c^ 


Interest. 


Wheu  pay- 
•^  able. 


96 
100 

79 
108 

80 

91 

66>^ 

90^ 

67>^ 

87 

Q'H 
82 


Jan.,  Julv- 
Fyl5,Aul5. 
Jan.,  July- 
April,  Oct. 
Jan.,  July- 
April,  Oct. 
April,  Oct. 
Feb.,  Aug 
Feb.,  Aug. 
May,  Nov. 
Jan.,  July. 
Jan.,  July. 


-  Danphln  and  Snaqnefeanna  Railroad. 

This  road,  according  to  an  official  announce- 
ment in  to-day's  Journal,  will  be  opened  on  the 
1st  of  February  next,  thus  making  among  many 
other  conveniences,  a  direct  railway  communication 
between  this  place  and  Harrisburgh.     We  are  in- 
debted to  a  friend  for  the  following  information 
respecting  the  number  of  miles  of  this  road  in  and 
out  of  Schuylkill  County,  distances  between  dif- 
ferent places  on  the  line,  &c. 
The  whole  length  of  the  Dauphin  Co.'s  Road  is 
634  miles,  of  which  26  miles  are  laid  in  Schuylkill 
County,  26  in  Dauphin  and  Lebanon,  and  a  branch 
in  Dauphin,  24  miles,  to  connect  with  the  Penn- 
sylvania Railroad.      From  Auburn,  the  Eastern 
terminus  of  the  road,  on  the  Reading  line,    to  the 
town  of  Dauphin,  is  51  miles— to  Harrisburg,  59 ; 
making  the  entire  distance  from  Potts\ille  to  Har- 
risburg, via  the  Dauphin  Road,  70  miles. 

The  amount  of  Coal  shipped  by  this  Company 
in  1853,  all  by  the  Susquehanna,  was  28,917  tons. 
— Potlsville  Journal. 


Pabllo  IfirorkB  of  Oltlo.  >  Eranarllle  and  CrawfordaviUe  Railroad. 

The  following  tabular  statement  exhibits  thel  This  road  is  nearly  completed  to  this  place.  The 
receipts  and  expenditures  on  the  public  works  of 'cars  are  running  up  to  the  depot,  and  the  masonry 
^,  .      .        ...  ,  ..  J  .r    J  ^  .....    lis  completed  at  White  River  Bridge ;    the   sui)er- 

Ohio  since  their  completion,  and  the  deficit  m  the|g^j^^^j^^g   .^  nearly  finished,  and  in  a  very  short 

interest  fund  that  has  to  be  made  up  by  taxation, jtime  thenars  will  be  running  direct  from  Evans- 
as  near  as  the  latter  can  be  ascertained :  'ville  to   this   city.     The  funds  necessary  to  corn- 

Gross         Expenses  and     Deficit  injplete   this  road  was   raised  by  the  stockholders' 
\cars.  Receipts.  Repairs.  Interest.  | taking  forty  thousand   dollara   additional   stock, 

1846 S466,596        $307,640      Sl,001,748!thi8  shows   that  the   .stock   is    considered   good 

1846 595,479  283,232  802,013  stock,  when  the  stockholders   stjind  right  up  to 

1847 790,793  315,178  687,893Jthe  chalk.— r/»fff«»MGar. 

1848 765,041  389,372  784,225j  

867,669  Railroad  ConaoUdatton  In  Ohio. 

716,046 1     We   learn  from  the  Sandusky  Register  that  a 


1849 720,275 

1850 728,085 

1851 809,929 

1852 656,958 

1853 605,163 


389,372 
440,089 
329,595 
367,560 
429,796 
449,871 


Railway  Xnveatments  In  TSexir  England. 

The  following  table  prepared  by  J.  G.  Martin, 
Esq.,  of  Boston,  shows  the  transactions  during 
1863  in  the  stocks  of  the  principal  roads  controlled 
in  Boston. 


According  to  this  statement  the  public  works 
are  annually  becoming  less  productive.  In  1853 
the  gross  receipts  were  smaller  than  any  previous 
year  since  1846,  while  the   expenses  and   repairs 


679,468 1  consolidation  of  the  Mansfield  and  Sandusky  City 
798,435 jthe  Huron  and  Oxford,  and   the  Columbus  and 
866,645|Lake  Erie   Railroads,    has   finally   been    accom- 
plished. 

On  the  3d  inst.,  the  following  Board  of  Directors 
was  chosen :  Jno.  G.  Camp,  Jr.,   Ebencaer  Lane 
Sandusky  ;  W.  H.  Wright,  Huron  ;  Jno.  R.  Robin- 


son, Chas.  T.  Sherman,   Mansfield;   D,  S  Norton 

\r .  tr .      XT      D      rr »'       f    »^...  i 


were  greater  than  in  any  previous  year.     There  is  Mount  Vernon ;    N.    B.    Hogg,    Israel   Dille  and 
not  that  difference  in  the  deficit  in  providing  foriJ^^mes  R.  Stanbery,  Newark, 
the  interest  fund,  which  these  returns  would  war-i     '^^^,  Directors  appointed  the  following  oflScen 

»..,..    President,    John  (4.    Campbell,   Jr.     Sanduskr 
rant  us  msupposmg  on  account  of  the  redctionmg„perintendeat.    Jno.    R.   Robinson,    Mansfield 


the  aggregate  amount  of  interest  paid. 


Treasurer,  Chas.  T.  Sherman,  do. ;  Assistant  Trea^ 
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•urer,  A.  M.  Marshal,  Sandusky  ;  Secretary,  Win- 
throp  H.  Wright,  Huron. 


Aoiericaii   Railroad  Journal. 


Saturday,  Febraary  11«  1854. 


Stock  and  Money  Market* 

The  share  jind  Money  Market  continues  without 
material  change.  In  the  ordinary  oi>erationa  of 
business,  money  is  reasonahly  abundant,  and  is 
gradual  y  becoming  more  so.  There  is,  however, 
no  disposition  tto  embark  in  new  enterprizes  or  to 
assume  new  liabilities.  This  feeling  prevents  any 
considi-'rable  activity  in  the  st(x;k  or  bor;d  markets. 
The  uiisettled  condition  of  European  affairs  reacts 
upon  this  country.  Anv  considf-rable  movament 
here  will  be  consequent  upon  a  similar  movement 
abroad. 

The  earnings  of  Railroads  continuo  to  increase 
rapidly,  the  following  statement  will  show  the 
earuingb  for  January,  .is  far  as  received  : 


1854. 
New  York  and  Erie.  ..$308,514 

Hudson  River 203,406 

Michigan  Central 80,094 

N.  Voi  k  and  N.  Haven . .     60,120 
Ohio  and  Pennsylvania.     62,314 


1863. 
S304,151 
99,086 
64,481 
66,633 
26,155 


Railroad  Iron  via  ^nebeci 

We  would  call  attention  to  the  caid,  in  our  ad- 
vertising columns,  ot  John  Anderson  and  Co.  of 
Quebec,  receivers  and  shippers  of  railroad  iron  to 
the  Lake  porta  or  other  points  in  the  Western 
States  or  in  Canada.  These  gentlemen  have  done 
a  bu.>iuesa  in  this  line,  during  the  past  year,  a- 
mounting  to  nearly  40,000  tons.  The  advantages 
of  Quebec  as  a  receiving  port  for  railroad  iron  are 
thfc  low  freights  which  sufBco  to  cover  the  trans- 
portation in  the  vessels  engaged  in  this  trade  and 
running  to  Quebec ;  and  also  in  the  facility  of 
water  communication  with  any  of  the  Western 
Lake  ports.  The  freights  from  Wales  to  Quebec 
have  ranged,  daring  the  past  year,  at  from  16  s. 
to  26  s.,  cargoes  of  1500  tons  having  been  received 
at  Quebec  at  16  s.  From  Quebec  to  ports  on  Lake 
Erie  the  freight  is  from  $3  60  to  $4  00  per  ton. 

This  firm  pay  particular  attention  to  the  ship- 
ment of  rails  in  Wales,  and  especially  the  assort- 
ing of  cargoes,  by  which  all  Iota  are  kept  distinct 
on  delivery. 


IjOconiotivea  on  Grades. 

In  completing  the  railroads  between  Turea  and 
and  Genoa,  some  important  experiments  have  been 
made  as  to  the  ascent  that  could  be  accomplished 
by  peculiarly  constructed  locomotives.  The  fol- 
lowing result  is  given  by  a  correspondent  of  the 
London  Times: 

"  The  experiments  already  made  on  the  incline 
near  Gleni,  where  there  is  an  ascent  of  1  in  28>^, 
have  been  most  satisfactory.  With  two  locomotives 
attached  together,  drawing  a  train  of  six  carriages 
lolled  with  sand,  which  weighed  altogether  about 
66  tons,  and  each  locomotive  weighing  about  22 
tons,  including  the  coal  and  water,  a  speed  of  19 
English  miles  an  hour  was  easily  accomplished,  al- 
though, from  the  length  of  the  tunnels  and  the 
dampness  of  the  atmosphere,  the  rails  were  ex- 
cessively greasy  and  slippery.  The  engines  used 
were  built  by  Messrs.  Stephenson,  after  plans  sent 
1^  the  Piedmoutese  engineers." 

An  ascent  of  1  in  28>^  is  equal  to  1861^  feet 
per  mile,  or  69  feet  higher  than  than  the  steepest 
^ades  of  the  Baltimore  and  Ohio  Railroad. 


Railway  Share  List, 

Compiled  from  the  latest  returns — correcUd  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


N.H. 


Vt. 


Atlantic  and  St.  Lawrence.  ..Maine. 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland 

Boston,  Concord  and  Montreal. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence '    " 

Nashua  and  Lowell " 

Portsmouth  and  Concord ....       " 

Sullivan " 

Connecticut  and  Passumpsic. 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell Mass. 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester .... 

Cape  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton. . .      " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .      " 

Worcester  and  Nashua " 

Western " 

Stonington B.  I. 

Providence  and  Worcester. . .      " 
Canal Conn. 


a 

I 


II 
II 


N.  Y. 

II 


Hartford  and  New  Haven 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City.. 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  Sute  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island •"  " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal....  " 

Rensselaer  and  Saratoga....  " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster...  " 

Philadelphia  and  Reading " 

Philad.,  Wilmin^D  and  Bait.  '* 


160 
65 
72 
61 
20 
93 
35 
64 
82 
24 
16 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
63 
69 
28 
62 
75 
42 
66 
20 
26 
46 
12 
77 
46 
156 
50 
40 
46 
72 
110 
50 
66 
61 
62 
65 
64 
91 
132 
69 
60 
47 
35 
464 
144 
130 
95 
604 
118 
36 
23 
26 
60 
41 
32 
39 
96 
66 
46 
31 
63 
66 
20 
36 
95 
98 


-a 


1,538,100 

809,878 

962,621 

1,366,600 

286,747 

1,649,278 

1,486,000 

2,078,626 

3,016,634 

717,643 

600,000 


2,978,700 
1,016,500 
29., 80 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


1,097,600 
2,486,000 
8,600,000 
1,600,000 
392,000 


1,830,000 
4,076,974 
3,160,390 
4,600,000 

421,295 
1,691,100 
2,860,000 
1,050,000 
3,640,000 

600,000 

647,015 
1,964,070 

260,000 
2,140,536 
1,134,000 
5,160,000 


1,457,500 

922,500 

2,360,000 


668,861 
3,000,000 

926,000 

760,600 
2,121,110 

900,000 


879,636 


426,609 

687,000 

10,000,000 

3,740,616 

4,725,260 

1,875,148 


660,000 

2,429,100 
3,600.000 


700,000 


150,000 

390,000 

426,000 

171,800 

193,600 

600,000 

none. 

112,306 

none. 

819,743 

282,300 

none. 

1,001,500 
171,210 

6,319,620 
467,700 
300,000 
500,000 
800,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,650,000 


872,000 


582,400 
400,000 
24,003,866 
7,046,396 
977,463 
616,246 


2  S 
8-0 

o  " 
E-i 


5,150,278 
2,064,458 
2,611,067 
1,459,384 
713.606 
2,540,217 
1,485,000 
3,002,094 


661,214 
1,400,000 

673,600 

1,746,516 

6,677,467 

12,000,00* 

1,600,000 


1,996,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,94b 
3,120,391 
1,050,000 
3,623,073 

520,476 
1,246,927 
2,293,634 

307,136 
3,203,333 
1,321,945 
9,953,76y 


So  "3 

SB 

00  L-  * 

S  o  ^ 


■  u  ,• 
o  ir 

SI 

4)  ^^ 


254,743 
140,561 
168,114 
208,669 
23,946 
150,638 
305,806 
287,768 
328,782 


132,646 


495,397 


Leased  to 
Recently 


1,791,999 
1,400,000 
3,160,000 
2,500,000 
In  progres 
1,611,111 
4,978,487 

i, 380*610 
2,696,488 
2,650,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,627,654 
6,102,936 
2,446,391 


23,086,600:10,773,823  33,859,423 


1,579,969 

360,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 

6,666,382 

6,000,0001 


2,969,760 
201,600 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
650,000 


128,000 

476,000 

1,500,000 

18,000 


713,227 
10,427,800 
2,899,166 


5,133,834 

607,803 

849,776 

774,496 

1,250,000 

1,832,945 

329,677 

1,043,357 

1,693,711 

4,327,49^ 

1 ,220,325 

3,245,720 

2,379,880 

1,265,143 

760,000 

1,702,523 


388,108 
669,001 
460,666 
768,819 

60,743 
229,004 
488,793 
229,445 
574,574 
164,230 

67.261 
822,213 
137,406 
218,679 
162,109 
1,625,224 
24(»,672 
291,417 


639,629 
329,041 
69.629 
114,410 
806,713 

Recently 

267,661 

Recently 

Recently 

"Vejeb 

74,241 

318,%2 

1,063,669 

681 ,446 

205,068 


o 

m 

% 

A 

Xi 

*• 

OQ 

'g 

"S 

TS 

o 

u 

^ 

a 

A* 

113,520none 
80,063  none 

100,652'none 

I  6 

11,256  none 
79,669  none 

141,836i  8 
65,266 

163,076 


61,613 


266,639 


6 

6 

6 

8 
none 
none 
none 
none 


the  Vt.  C.ent. 

optened.  none 
. .  'none 
7 
7 
6 
7 
2 
6 
7 
8 
6 
7 
none 


130,881i 
338,216 
227,434 
331,296 

30,066 

72,028 
241,017 

99,589 
232,787 

43,960 

23,415 
101,510inone 

24,399|  8 

18,648,none 
4 
6 


66,960! 
746,736 
110,892 
120,892 


6 
4 

294,269;  10 
168,902' none 
none 


428,173 

opened. 

116,9661 
opened. 

opened. 


7 

8 
none 

4 
none 
uuue 


480,137 

90,616 

Recently 

213,078 
Recently 

173,645 
Recently 
Recently 

226,152 

149,941 
603,942 
260,899 
118,617 
Recently 
266,327 


39,360  uone 
23,496,"y»ie 
1,800,181 

338,783 

324,494 


none 
6 


44,070j"one 


195,847 
43,609 
opened 

96,737 
opened. 

135,017 

opened. 

opened. 

116,7061 

478,413 

79,252 

316,259 

124,740 

76,890 

opened 

106,320 


83 

80 

41 

96t 

24 

83 

110 
88 
60 
90 

106 

•  •  •  • 

21 
30 
11 

m 

97  i 


91 
103 
84^ 

loot 

40 
66 

90 
100 

92 
117 

68 

92i 

'm 

58 
97 
66 
96 
65 
124 


39 
99i 

62' 
66 
85 
65 
130 

»  •  •  • 

68 

771 

67  i 
52i 
301 
1091 
30* 
70 


noD« 


17,141,987i2,480,626{l,261,987 
8,067,286'   868,038'   641,7691 


none 

none 

8 
10 

7 
10 

8 

5 


80 
88 

•  •  •  • 

96 

148 

■  •  ■  • 

181 


125 
5 

78i 
80 
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afar  valuation  o/$100. 


NAME  OP  COMPANY. 


Pennsylvania  Central Penn.  260 

Philadelphia  and  Trenton . . 

Pennsylvania  Coal  Go 

Baltimore  and  Ohio Md. 

Washington  branch 

Baltimore  and  Susquehanna 
Alexandria  and  Orange .... 

Manassas  Qap 

Petersburgh 

Richmond  and  Danville  — 
Bichmond  and  Petersburgh 
Rich.,  Fred,  and  Potomac .. . 

South  Side 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 


It 

Va 

(I 

(( 
(( 

K 
l( 
l( 


80 
47 

381 
38 
57 
65 
27 
64 
73 
22 
76 
62 

107 
73 
32 

161 

110 


IC 

(I 
(I 


140 
242 


Ky. 

a 
(( 

(I 

Ohio. 


191 

211 

101 

71 

60 

55 

93 

33 

88 

60 

80 

126 

38 

29 

65 


"3 


0< 


9,768,155 


13.118,902 
1,660,000 


769,000 
1,372,324 

686,000 
1,000,000 
1,357.778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


3,600,000 
4,000,000 
1,013,088 


586,887 


776,269 
879,868 
688,611 


c< 
II 


(( 
l< 
<c 
11 
It 
II 
l( 
l( 
II 
II 


II 
« 
« 


II 

(C 


lOOi 

147 

95 

136 

46 

61 


40 
20 
36 
31 
87 
84 

i67 
67 


187 


j  44 
54 

I  31 

I 

iisi 

83 
90 
62 
138 
40 
72 


835,000 
2,093,814 
1,430,150 

357,218 


1,979,100 
2,000,000 


8,027,000 


2,100,000 
"310*666 


Greenville  and  Columbia 

South  Carolina 

Wilmington  and  Manchester 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 
Frankfort  and  Lexington. . . 
Louisville  and  Frankfort. . . 
Maysville  and  Lex:ngton. . . 
Cleveland  and  Pittsburgh . . 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Colimibus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan 

Eaton  and  Hamilton " 

Greenville  and  Miami 

Hillsboro 

Little  Miami 

Mansfield  and  Sandusky . . . 
Mad  River  and  Lake  Erie. 

Ohio  Central 

Ohio  and  Mississippi 

Ohio  and  Pennsylvania 

Ohio  and  Indiana 

Scioto  and  Hocking  Valley , 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central 

Indiana  Northern 

Indianapolis  and  Bellefontaine 
Indianopolis  and  Cincinnati.. 
Lafayette  and  Indianapolis.. . 
Madison,  Indianapolis  <&  Peru 

Peru  and  ludiauapolia 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago Bl, 

Chicago  and  Mississippi "     136 

niinois  Central " 

Galena  and  Chicago "       92  1,982;361 

Michigan  Southern  and  Ind.  N.Mich.  315   2,800,000 

Michigan  Central "     i282  4,866,700 

Padflc Mo.  l83    1,000,000 


a> 
ra 

a 
ft 


Eh 


5,000,00013,600,000 


he  2 
a 


^Ji 


iz; 


o 

73 


c 
o 


1,943,827    617,626.. 


6,677,103 


173,867 


22,264,338 
1,660,000 


In  prog. 

In  prog. 
1,163,928 
200,000|In  prog. 

1,100,000 
1,5.31,238 
2,100,467 


2,033,420! 
348,622 
413,673 


798,193  7 
216,2371  8 
152,636... 


227,593,  72,370 


u 

•n 


97i 


102i 
58i 


503,006 
040,000 
469,150 
707,958 
120,000 
1,134,698 


300,000 
3,000,000 


418,187 

1,214 

163,000 


160,000 
400,666 


541,000 
860,000 
900,000 


1,142,200 
1,600,000 


122,861 

254,376 

62,762 


2,392,215  210,052 


3,645,256 

416,632 

2,965,574 


74,113  none 
113,256'  7 


99,077 1  10 
109,268;   42,736  none 

89,776, jl2 

510,03S  153,898;  6 


77 

70 

40 

l^X) 


60 
98 


In  prog. 

7,002,396  1,000,717|  609,711 
In  prog. 

3,466,879 


986,0741 
934,4241 
1,277,334!  278,739 


In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 
1,330,960 


69,690 
129,895 


173,642 


In  prog. 
In  prog. 
In  prog. 
684,902! 


635,608:  8 
456,468;  1% 
149,960i  9 

21,731!.. 

71,636;  8 


76,079  8 


2,668,402 

900,000 

2,887,200 


1,750,700 


750,000 
1,291,000 


1,128,486 
2,647,766 
'  632,387 
2,460,666 


408,200 


.1. 


500,000 
660,666 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
300,000 


1,289,000 

1,241,366 

'  663,166 

"4,660,666 


In  prog. 
3,279,908 


87,421!  44,250... 


432,682!  267,278;  10 


3,666,000 
2,000,000 


777,7931  483,464  12 


2,659,6531  321,793;  200,967 

In  prog.     \ ! 

926,000iRecently  jopened. 
In  prog. 


In  prog. 
3,169,733 
1,866,000 
4,110,148 

In  prog. 


667,569 
540,6i8 


352,133   10 
113,461!!!!! 


Recently'oi)ened. 


,  Recen  tly ;  opened. 


317,000 
237,506 


158,600   10 


In  prog. 

If 

1,257,714 

In  prog. 
II 

i( 

"        jRecently;opened. 
1 ,869,932!  Recently  j  opened. 

opened. 

2,400,000,  616,414  268,076 

In  prog.  I 

1,363,019;  106,944 


4,600,000: 


10 
71,446;  i" 


600,000:in  prog.  |  473,548  286,162 
3,741,664|  7,276,6161,200,9221  686,929  17 
3,977,663|  8,618,606 1,146,598  682,816,  8 


126 

lis' 

i6(t* 


64i 
80 


46 
92 
92 


116 
67 


106 
60 
75 


56 


117 


73i 
80 

87 


116 


78 
115 
86 
69 
82 
70 
65 
108 


136 
122 
116 
101 


Consolidation   of   Ratlroad*--Iaiport*nt 
Movement. 

We  learn  that  the  contemplated  consolidation 
of  the  Cincinnati  and  Marietta,  and  Cincinnati  a  d 
Hillsboro  Railroads,  has  been  effected,  andihattbo 
two  roads  will  be  henceforth  practically  under  one 
man;igenicnt.  The  consolidation  of  the  above  in- 
terests will  provide  for  the  construction  of  only 
cue  roal  through  Southern  Ohio  where  two  wer» 
contemplate^,  or  a.  first  class  road,  instead  of  two 
second  class  ones.  We  have  no  doubt  that  the 
consolidation  will  exeit  a  favorable  influence  upon 
the  bonds  of  the  Marietta  company,  (under  which 
the  through  road  is  to  be  constructed.)  than  which, 
no  securities  can  be  better. 


Cauandagua  and   Nl«s**'a    Falls    Railroad. 

^We  learn  that  the  Canandaigua  and  Elmlra 
Railroad  company  h»ve  taken  a  permanent  Icas^ 
of  the  Canandaigua  and  Niagara  Falls  Railroad. 
We  presume  the  arrangement  to  be  a  very  good 
one  for  the  latter,  and  |>crhaps  for  both  companies. 
As  an  inducement  to  the  arrangement,  we  sup- 
pose the  Erie  Railroad  company  held  out  encour- 
agement of  a  favorable  business  arrangement  with 
the  above  roads.  The  latter,  on  ;iccount  of  i;a 
similarity  of  gauge,  is  the  convenient  channel  of 
communication  for  them  with  New  York. 

We  hope  the  above  arrangements  will  not  dis- 
turb the  amicable  rolation.s  between  the  Central 
and  Erie  companies. 

Syracuse  and  Bingbampton  Rallrosff, 

We  learn  that  this  project  is  very  favorably  re- 
ceived in  thisK;ity,  and  that  there  is  good  prospect 
that  its  securities  will  meet  a  ready  sale.  The 
Company  we  understand  have  had  a  favorable  offt  r 
of  all  the  iron  wanted  for  the  road  in  exchange  for 
the  bonds  of  the  company,  but  which  wa.s  declin- 
ed. When  the  merits  of  this  road  shall  come  to 
be  understood  no  project  will  stand  better  in  this 
market. 


,y</,003,  e,oie,ooo,i,i40,&y8    &8i:,8i6|    8   101     line  of  it 
none.    Jin  progres  Recently]  opened.  J ....  j ....  I  and  coal. 


Fltchbnrs:  Railroad  of  MKssachusettB. 

The  annual  report  of  the  Directors  of  tlie 
Fitchburg  Railroad  Company  was  pros  ni*d  to 
the  stockholders  at  their  meeting  on  the  Slst  ult. 
The  present  capital  stock  of  the  company  is  $3  - 
540,000. 

Earnings  for  the  past  year  have  been.  $645,461  37 
Expenditures,  dividends,  etc 643,217  71 

Snrplus S2.233  66 

Surplus  last  year 50,985  66 

Total  surplus $63,219  22 

Of  the  amount  included  in  expenses  $67,911 
have  been  expended  for  new  locomotives,  new 
track,  new  freight  cars,  etc.,  not  strictly  chargea- 
ble to  the  running  of  the  road  for  the  past  year. 
The  debt  of  the  company  at  the  present  time  is 
S194,257  ;  and  the  assets,  as  sbited,  $201,029  76. 
Of  the  debt  $91,500  is  on  account  of  the  new 
buildings  just  erected  by  the  company  in  Boston. 
The  increase  from  passengers  over  last  year, 
(eleven  months,)  has  been  $104,022  ;  increa.'ic  of 
freight  of  freight  30,g54  tons,  notwithstanding 
the  loss  of  freight  by  the  partial  failure  of  the  ice 
crop.  ' 

Railroad  Building  from  f^ocal  Material. 

The  road  from  Indianapolis  to  Vincennes  bu 
been  let  to  Story,  Fuller  &  Co.,  on  favorable 
terms,  one  of  which  is  that  the  contractors  shall 
make  the  iron  for  the  entire  road,  on  the  entire 
hne  of  it  where  there  is  an  abundance  of  iron  oro 
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seizure  of  the  Franklin  Canal  Road. 

The  Governor  of  Pennsylvania  has  issued  a  pro- 
clamalioa  declaring  the  Franklin  Canal  Company's 
charter  annulled,  has  s  izcd  the  road  and  placed 
it  under  possession  ofGeneralWm.  F.  Packer,  as 
Superintendent  in  behalf  of  the  State.  The  Gov- 
ernor's proclamation  runs  thus : 
To  the  President,  Directors  and  other  Officers  of\ 

the  Franklin  Canal  Company.  ) 

Ge.vtlemen  : — It  has  become  ray  duty  to  call 
your  attention  to  the  accompanying  Act  of  the 
Legislature  of  Pennsylvania,  entitled ;  An  ''Act  to 
aanulthe  Charter  of  the  Franklin  Canal  Company", 
approved  the  28th  day  of  January,  A.  \).  1S04. 

You  will  perceive  that  for  reasons  presented  in 
the  preface  to  the  said  law,  the  Legislature  have 
deemed  it  proper  to  exercise  the  power  reserved 
to  them  in  the  act  under  which  the  railroad 
claimed  by  your  Company  was  constructed,  to 
wit:  "That  if  the  Company  shall  at  any  time  ab- 
"use  or  misuse  the  privilegos  granted  by  said  act 
"of  incorporation,  the  Legislature  may  revoke  all 
"and  singular  the  rights  and  privileges  granted  to 
"such  Company.'' 

In  pursuance  of  this  right,  the  Legislature  have 
"rescinded,  revoked  and  utterly  and  forever  an- 
"nuUed"  the  Charter  of  the  Franklin  Canal  Com- 
pany. 

You  will  also  perceive  that  it  is  made  the  duty 
of  the  Governor  to  take  such  "measures  as  he 
"may  deem  necessary"  to  carry  out  the  true  in- 
tent and  meaning  of  this  act;  to  take  charsc  of  the 
pjoperty  of  said  Company,  and  to  appouU  suck  pcr- 
sun  or  persons  as  he  nay  deem  proper  to  superinLead 
the  operations  of  said  railroad,  "unli{  the  same  shall 
^^be  further  disposed  of  according  to  law." 

You  will  therefore  regard  tlie  railroad  and  ap- 
pendages lately  claimed  by  your  company  us  in  the 
possession  of  the  Commonircalth,  and  give  place  to 
the  person  or  persons  appointed  by  me,  under  the 
authority  of  said  act,  "to  superintend  tlie  opera- 
"tions  of  the  road,"  for  the  time  being. 

WILLIAM  BIGLER. 
Executive  Chamber,  Harrisburg,  Jan.  30,  A.  D.  1854. 

Here  is  a  neic  chapter  in  railway  legislation 
in  this  country.  A  melancholy  chapter  it  is  too. 
It  is  the  first  instance  in  which  a  State  has  seized 
the  charter  and  property  of  a  railroad  company. 

What  is  the  offence  charged  1  Not  that  a  soul 
haa  been  injured  by  the  above  road;  not  that  it  is 
not  the  road  having  just  the  gauge,  and  occupying 
justt  he  route  desired  by  the  State  an!  by  the  Erie 
rioters.  No  different  road  is  wanted  by  the  very 
party  who  have  seized  it.  Pennsylvania  desires 
j,he  Ohio  gaiige  to  come  to  Erie,  for  the  purpose 
of  securing  a  break  at  that  city.  The  Erie  people 
desire  this ;  the  Sunbnry  and  Erie  Railroad  Com- 
pany desire  it.  If  the  Stat*  should  build  a  neir 
road,  it  would  merely  repeat  what  the  Franklin 
Company  have  done.  This  Company  may  have 
transcended  its  charter,  though  there  is  yet  no 
evidence  that  such  is  the  case.  This  question 
has  not  been  finally  decided  by  the  legal  tribunaKs. 
But  to  say  that  it  has  abused,  or  misused,  its  char- 
ter in  the  sense  intended,  is  untrue.     A  misuse  or 


their  privileges,  the  State  and  every  individual  in 
it  having  been  vastly  benefitted  by  the  erection  of 
the  company's  works.  That  such  being  the  fact, 
anyiimmaterial  laches  on  the  part  of  the  company, 
or  any  mistake  as  to  the  extent  of  the  powers  it 
possessed,  provided  no  wrong  was  done,  or  in- 
tended, should  not  be  construed  to  incur  forfeiture 
of  franchise  and  property."  The  seizure  of  the 
Montour  Co.  would  be  a  parallel  case,  except 
as  compared  with  the  Franklin  Canal  Company, 
the  seizure  of  the  Montour  Company's  property 
would  be  a  mere  bagatelle. 

The  issue  made  by  the  State  i.i  a  false  one.  She 
Is  the  only  wrong-doer  in  the  o«se.  She  wants  the 
railroad  ju.st  where  it  i.s,  and  as  it  is.  She  does 
not  propos*  to  render  it  a  particle  more  useful  to 
the  public  or  more  proluctive  on  its  cost.  There 
is  no  complaint  that  the  road  i.s  not  proix'rly  man- 
aged, even  for  the  interests  of  Erie.  In  all  the 
outrageous  things  said  and  done  at  that  place,  we 
have  not  discovered  the  first  word  of  complaint 
against  the  usefulness  and  the  management  of  the 
Franklin  Company'.s  road. 

But  as  before  stated,  tlie  State  seizes  the  road 
for  the  purpose  of  becoming  the  "abuser  and  mis- 
user' of  the  public  and  private  convenience.  In 
the  controversy  that  has  been  going  on  at  Erie, 
the  State  saw  th.-\t  the  public  convenience  was 
about  to  get  the  better,  and  unless  she  interposed, 
common  sense  and  correct  principles  would 
triumph  over  private  and  sectional  greed  : — That 
commerce  between  the  East  and  the  West  would 
p;iss  through  tlie  Stale  without  contributing  to 
the  fortunes  of  a  rotten  borough,  or  without  being 
subjected  to  vexatious  exactions  invented  to  turn 
it  into  other  channels.  It  was  seen  that  the  North 
East  Company  in  whose  charter  no  flaw  could  be 
picked,  would  ultimately  succeed  in  changing 
their  gauge,  that  the  public  convenience  could  not 
be  interfered  with,  except  by  the  interposition  of 
the  sovereignty  of  the  State.  The  rights  and 
property  of  an  irnocent  and  unoffending  company 
were  seized,  for  no  other  purpose  but  to  hold  the 
commerce  of  the  country  in  its  grasp,  and  allow 
local  interests  and  private  rapacity  to. levy  an  ex- 
cessive and  unlawful  tax  upon  it. 

Can  anything  be  more  ridiculous  than  the  atti- 
tude assumed  by  Pennsylvania  in  this  matter  1 
Here  is  a  whole  State  convulsed,  about  what  1 
Why,  whether  or  not,  freight  and  passengers  in 
passing  between  different  sections  of  the  country 
shall  be  moved  from  one  car  to  another  !  A  break 
of  gauge  simply  to  tax  and  hamper  commerce ! 
This  is  the  question  which  has  shaken  the  State 
to  its  centre.  If  their  very  lives  depended 
upon  the  success  of  this  folly,  the  people  of  this 
State  could  hardly  have  been  more  excited  from 
the  humblest  laborer  up  to  the  Governor  himself 


abu.se  implies  some  injury  done  to  other  parties  or!  Farmers,  lawyers,  clergymen,  merchants,  legislat- 
interests,  which  is  not  even  claimed  or  pretended. '  sor,  judges:  all  vieing  with  each  other  in  their  zeal 
Suppose  for  instance  it  should  turn  out  that  the  j  to  maintain  inviolate  "the  Pennsylvania  policy". 
Montour  Iron  Company  a  chartered  corporation  |  The  Legislature  act  with  a  promptitude  as  if  their 
in  Pennsylvania,  should  have  failed  to  comply  j  salvation  depended  upon  their  speed.  Judges  voiun- 
with,  or  should  have  exceeded,  some  of  the  pro-  tecr  their  opinion.  The  Governor  rushes  to  Erie 
visions  of  its  charter.  Would  the  Legislature  in'  to  assure  the  people  of  that  city  of  his  sympathy, 
such  case  have  dared  to  revoke  it,  or  to  have  and  appeases  their  wrath  by  reading  to  them  the 
seizedjand  confiscated  the  property  of  the  company,  death  warrant  of  the  unoffending  Franklin  Canal 
Not  at  all.  Such  a  flagrant  act  of  rapine  would  Company.  A  victim  is  demanded,  but  none  but 
have  aroused  the  indignation  of  Ihe  whole  country.  ■  a  harmless  one  can  be  found.  And  what  a  farce 
The  public  sentiment  would  have  said  that  "the  is  enacted  before  the  very  face  of  the  Governor 
Montour  Company  had  not  misused  or    abused  himself.    Under  the  protection  of  the  laws  of  the 


United  States,  the  North  East  Company  bring  their 
gauge  into  Erie,  but   are  not  allowed  to  connect 
with  the  roa-i  running  West.     The  two  gauges  lap, 
but  arc  not  allowed  to  unite,  for  fear  merchandize 
might  pjiss  through  the  city  without  paying  toU, 
But  there  are  20  or  30  locomotives  East  of  Erie, 
that  have  been  detained  a  long  time  by  the  diffi- 
culties at  that  place  :    a  deti-ntion  for  which  the 
roads  ordering  them  have  suffered  most  serious- 
ly.    By  special  favor  these  engines  are  allowed  to 
pass  from  one  road  to  another.     For  this  purpose, 
the  two  roads  for  half  an  hour  are   joined.    The 
moment  the  engines  have  reached  the   road  run- 
ning West,  the  conn»cling  rails  are  removed  with 
as  much  celerity  as  if  a  hostile  army  were  approach- 
ing to  attack  the  town.     A  hoslik  train,  freighted 
with  Western  produce  was  perchance  on  its  way 
from  Cleveland,    to  New  York,   which,   were   the 
connection   between    the   two  roads  maintained, 
might      piiss      through     Erie,      without     delay, 
annoy anc«  or  expense.     But  no.     The  approach- 
ing train  must  come  here  to  a  dead  halt,   no  mat- 
ter how  urgent  the  necessity  for  speed.     Every 
article  composing  the  load,  no  matter  how  valu- 
able nor   how  liable  to   be  injured  by  handling, 
must  be  transferred  from  car  to  car.  All  this  use- 
less parade  and  labor,  for  the  benefit  of  Erie  !   Of 
this  folly  is  the  Governor  of  the  State  the  high 
priest,  who  officiates  in  his  new  calling  to  an  ad- 
miring and  applauding  congregation.     Can  bigot- 
ry, or  ignorance,  or  selfishness,  outdo  such  con- 
duct as  this !    If  such  are  to  be  the  lessons  of 
commercial  freedom  that  this  country  is  to  present 
ito  the  world,   well  may  wo  hang  our  heads   in 
shame,  and   take  back  all  the  arguments  that   * 
have  been  used  to  induce  capital  from  abroad  to 
aid   our  i)eople  in  the  construction  of  their  public 
works. 

We  know  it  is  claimed  that  there  is  another  side 
to  this  Erie  affair.     But  the  justification  offered 
only  makes  the   matter   worse.     It  is  said  that 
the  Erie  and  Central  Companies  of  New  York  are 
great  over-grown  and  grasping  monopolies,  who, 
free  to  carry  out  their  own  designs,  would   c}-u.fh 
Erie.     This  was  the  burden  of  Messrs.  King  and 
Lowry's  story,    in  their  late   tour  of  the  State. 
How  crush  Erie  1  Simply  by  running  a  train  of 
cars  through  it.    In  no  other  way.     The  interests 
of  these  companies  and  that  of  the  whole  country 
are  identical.     It  is  the  interest  of  both  to  reduce 
the  cost  of  transportation  to  the  lowest  limit.  The 
companies   are   mere  agents  of  the   public,  and 
their  action  merely  reflects  the  convenience  of  the 
former.     A  merchant  in  New  York  wishes  to  send 
100  tons  of  goods  to  Chicago.     He  objects  to  hav- 
ing the  goods  change  cars  at  Erie,  on  account  of 
the  cost  of  doing  so.     The  railroad  companies  tell 
him,  "if  you  will  save  us  this  cost,  we  will  deduct 
the  amount  from  our  charges.      Otherwise  we 
must  add  it."     A  similar  reply  is  made  to  the 
Western  merchant  sending  produce  to  the  sea- 
board.    It  is  the  public  which  in  the  end  pays  for 
the  exjiense  of  break,  as  they  do  every  other  item 
of  cost ;  not  the  railroad  companies.      Now  we 
say  that  if  3i  free  passage  through  Erie  will  crush 
that  town,  it  ought  to  be  crushed.     It  is  no  more 
fit  to  live  then  a  Barbary  Corsair.    Why  should  a 
merchant  in  New  York,  Boston  or  Cincinnati,  be 
forced  to  sustain  a  city  that  has  no  other  vitality 
than  the  plunder  it  wrings  out   of  him.     Why 
should  he  be  compelled  to  use  the  harbor  of  that 
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city  or  have  his  goods  detained  there,  unless  it  ii> 
for  Ms  interest  1  Admit  the  doctrine  and  set 
where  it  will  lead  to.  If  he  may  be  compelled  to 
change  cars  at  Erie,  he  may  at  Albany,  at  Vlica. 
at  Buffalo,  at  Dunkirk,  at  Cleveland,  at  Sandusky, 
and  Toledo.  Why  not  at  one  place  as  well  as  at 
another.  Is  Erie  to  bo  the  favored  spot  on  thi> 
continent.  Is  she  alone  to  have  a  patent  for  spo- 
liation and  robbery  1  What  has  she  done  that  she 
is  to  be  elevated  above  the  beads  of  all  her  sistei 
cities  1  But  if  all  can  rob,  what  is  to  become  ol 
commerce  1  It  is  destroyed.  If  every  town  upon 
the  route  of  the  road  between  Chicago  and  New 
York  should  insist  upon  "interposing  their  position 
to  promote  their  own  advantage",  to  use  thf 
language  of  Governor  Bigler,  by  compelling  the 
railroad  through  them  to  break  gauge,  then  mer- 
chandize will  not  pay  the  cost  of  transportation. 
Commerce  is  at  end.  The  value  of  railway  and 
•11  other  kinds  of  property  is  destroyed,  and 
society  relapses  into  a  state  of  semi-bar  Oarism. 

Against  such  abominable  doctrines  we  protest. 
If  Pennsylvania  makes  such  an  issue,  the  world 
shall  knovyf  it.  If  her  influential  citizens,  standing 
at  the  head  of  railroad  companies,  sanction  or 
connive  at  such  folly,  the  world  shall  know  this 
too.  We  arc  not  going  to  let  such  doctrine  get  a 
foothold  even  in  Pennsylvania  without  a  struggle. 
With  common  sense,  common  justice,  and  every 
body  out  of  Pennsylvania  on  our  side,  we  do  not 
fear  the  result. 

But,  however  speedily  this  State  renounces  her 
folly,  she  has  already  done  herself  a  great  wrong. 
The  depreciation  in  the  value  of  her  railroad 
securities  alone,  during  the  past  6  months,  are  ten 
times  greater  than  all  she  could  hope  to  make  by 
the  most  rigid  application  of  her  policy  for  the 
next  50  years.  A  perfect  mildew  has  struck 
them.  A  number  of  bankers  in  this  city  have 
notified  railroad  companies  of  that  state  fot 
whom  they  have  been  acting,  that  the  sale  of 
Pennsylvania  securities  is  at  end,  and  expressing 
a  wish  to  close  useless  and  unprofitable  agencies. 
Agents  of  foreign  bankers  are  busily  engaged  in 
writing  their  apologies  to  their  principles,  for  ever 
having  taken  "Pennsylvania  Bonds'".  Every  body 
holding  them  would  sell,  were  there  any  body  to 
buy.  They  do  not  wish  to  have  anything  to  do 
with  the  securities  of  a  State,  the  Governor  of 
which  encourages  a  mob,  or  announces  a  doctrine 
which  caiTied  out,  would  utterly  destroy  the  value 
of  their  investments.  Nor  will  they.  If  Pennsyl- 
Tanians  endorse  such  doctrines,  they  may  retire 
from  all  markets  but  their  own  as  speedily  as  pos- 
sible. 


Little  Miami  and  Colambus  aud 
Xeula  Rallroad» 

These  roads  are  now  run  under  one  management, 
aod  for  all  purposes  as  one  road,  the  distinctive 
charters  and  relations  to  stockholders  being  pre- 
served as  before.  The  Columbus  and  Xenia  road 
was  opened  in  February  1860,  as  a  branch  of  the 
Little  Miami  raiiroad,and  paid  but  4  1-10  per  cent, 
until  the  opening  of  the  Lake  Shore  road  in  Nov. 
1862.  The  C.  &  X.  R.  R.  is  54  miles  long,  the  L. 
M.  R.  R.  to  Xenia  is  64j«^  miles  and  the  entire 
earnings  of  the  two  roads  for  the  last  year  were 
$981,998  22.  The  division  of  profits  to  be  made 
in  the  future  business  of  the  two  roads  will  be  two 
thirds  to  the  Little  Miami  and  one  third  to  the  C. 
»  X.  R.  R. 


**  Break  of  Gauge.'' 

BT  ZERAU  COLBLRN. 

Were  the  question  of  gauge  still  open,  a  width 
so  singular  as  5G  1-2  inches  would  not  probably 
be  adopted.  Not  that  this  width  would  be  neces- 
sarily increased,  for  it  might,  upon  good  grounds 
of  mechanical  merit,  be  even  reduced ;  for  the 
best  width  of  gauge  is  strictly  an  equation,  em- 
bracing the  necessary  capacity  and  steadiness  ol 
cars,  and  the  least  resistaiue of  inodon.  A  mechan- 
ically perfect  gauge  would  be  a  single  rail,  or 
strictly  no  gauge  at  all.  Such  would  involve  the 
least  resistance  to  the  motion  of  an  engine  or 
car. 

I  am  not  aware  that  the  preference  for  any 
gauge,  wider  than  the  usual  gauge  of  56  1-2  inch- 
es, has  in  any  case  been  based  upon  the  mechani- 
cal superiority  of  an  increased  width.  None  of 
those  who  have  defended  the  wide  gauge,  in  this 
country  or  in  England,  have  ever  done  so  upon 
other  grounds  than  its  assumed  greater  capacity, 
safety,  and  the  facilities  offered  for  a  better  ar- 
rangement of  locomotives.  It  can  l>e  easily  dem- 
onstrated, however,  on  strict  principles,  that  a 
greater  load  can  be  moved  with  a  given  power,  in 
proportion  as  the  arrangement  of  load  coincides 
with  the  direction  of  draught.  The  wide  gauge  is 
really  and  demonstrably  inferior  in  point  of  capa- 
city. I  have  so  frequently  explained  the  mechan- 
ical principles  upon  which  this  conclusion  rests, 
besides  having  furnished  the  strongest  collateral 
proof  in  the  weight  and  capacity  of  the  motive 
power  on  the  respective  gauges,  that  there  is  no 
necessity  for  going  over  the  ground  again. 

As  to  the  safety  secured  by  widening  the  gauge, 
it  is  well  enough  known  that  accidents  occur  from 
collisions,  breakages,  misplacement  of  switches 
and  draws,  obstacles  upou  the  lails,  and  other 
similar  causes,  while  there  is  never  an  instance  of 
a  train  "  flying  the  rails"  at  any  attainable  speed 
which  may  be  consistent  with  the  condition  of  the 
track.  There  are  reasons  why  a  wide  gauge,  with 
its  increased  weight  of  equipments,  strain  on  track, 
and  torsion  of  axles,  may  be  more  unsafe  than  a 
narrow  gauge. 

The  arrangement  of  the  locomotive  is  subject 
to  ccmstant  changes  in  the  progress  of  improve- 
ment! No  better  illustration  of  this  fact  could  be 
found  than  in  the  improvements  which  have  been 
made  in  the  locomotive  since  the  time  at  which 
the  question  of  gauge  was  first  agitated.  The 
cumbersome  and  unsafe  "  inside  connection ;"  the 
"  independent  cut  off;"  the  "  short  stroke  pump ;" 
the  double  or  threble  framing  and  the  "  over 
hung  firebox,"  have  all  given  place  to  far  more 
simple  and  efficient  arrangements,  by  which  the 
dead  weight  of  the  engine  has  been  reduced  and 
the  ordinary  width  of  gauge  made  available  for 
the  most  ample  dimensions  required  for  any  legit- 
imate transportation.  To  recall  these  to  the  mem- 
ory of  engineers  who  have  entered  the  field  under 
the  new  order,  it  can  be  said  that  the  outside  con- 
nection is  becoming  generally  adopted  for  its 
safety,  economy,  compactness  and  efficiency ;  the 
"  link  motion"  is  preferred  for  simplicity,  safety 
as  a  reversing  gear  and  for  its  regulation  of  the 
steam  used;  the  "air  chamber"  has  removed  the 
difficulty  of  a  full  stroke  pump  working  fast ;  the 
inside  frame  is  safer,  reduces  weight,  and  occu- 
pies less  room,  while  the' friction  is  proportionally 
reduced.    Ihe  "  back  drivers"  have  been  added 


to  give  support  to'tlie  firebox  without  loss  of  ad- 
hesive weight.  The  merits  of  coupled  drivei-s 
have  become  known,  at  liiast  in  America,  and  en- 
gines combining  great  power  with  a  proper  distri- 
bution of  weight  have  been  introduced,  capable 
of  moving  maximum  trains  with  the  least  possible 
wear  of  track. 

The  n.'sults  of  these  improvements  are  l>efore 
us.  We  have  engines  whi<;h  will,  singly,  and  with 
economy,  take  the  largest  loads  which  offer  them- 
selves in  the  ordinary  course  of  business,  and  at 
the  highest  manageable  speed  ;  or  say,  trains  of 
100  tons  at  60  miles  an  hour.  We  have  engines 
which  will  move  loads  of  1000  tons  at  the  most 
economical  velocity,  or  about  10  miles  an  hour. 
Both  of  these  classes  are  working  out  Ihcae  re- 
sults on  the  narrow  gauge. 

The  most  important  railroads  in  the  world  are 
of  the  66 'jj  inch  gauge.  The  London  and  North- 
western in  England,  and  the  New  York  Central  in 
our  own  country,  are  the  leading  passenger  roads 
of  both  continents.  The  Readiu".j  road,  also  of 
the  narrow  gauge,  moves  more  tons  per  rnile  than 
any  other  road  in  the  world.  In  both  countries 
the  roads  of  the  greatest  business  capacity  are 
invariably  of  the  narrow  gauge.  These  roads 
prove,  by  their  capacity  and  economy,  the  entire- 
ly fictitious  character  of  the  issue  raised  by  some 
railroad  men  as  to  the  su{>eriority  of  the  wide 
gauge.  ' \~        .  .  ;    :  [<    ' 

How  ridiculous,  then,  appear  the  arguments 
which  have  been  urged  in  some  quarters  in  favor 
of  a  disturbance  of  the  leadnig  and  best  gauge  in 
use.  The  assumption,  for  example,  advanced 
during  the  discussion  of  gauge  in  Virginia,  that 
an  increase  of  merely  3  1-2  inches  was  attended 
with  a  gain  of  18  per  cent,  in — (00  1)  and  that, 
in  substance,  a  denial  of  such  increase  inflicted  a 
ciirsc  upon  the  State,  to  the  per  rentage 
named ! 

Breaks  of  gauge  have  produced  Siid  results . 
The  break  of  gauge  compels  break  of  bulk  every- 
where, and  this  amounts  to  a  tax  imposed  upon 
transportation.  Continuity  of  gauge  does  not 
necessarily  involve  sending  cars  through,  on  long 
routes,  aud  beyond  the  supervision  of  their  own- 
ers. The  objections  to  this  practice  apply  with 
less  force  in  the  case  of  roads  immediately  con- 
necting, and  with  which  running  arrangements  are 
permanently  established.  In  forwarding  cars 
and  engines,  break  of  gauge  is  a  serious  and  ex- 
pensive difficulty,  besides  involving  vexatious  de- 
lays to  the  consigi  ees  of  such  equipments.  Fur- 
thermore, local  trade  is  always  independent  of 
local  divisions  of  a  railroad  system,  and  the  rela- 
tive loss  by  breakage  of  bulk  is  inversely  as  the 
whole  distance  moved.  An  important  means  of 
economical  management  is  had  in  working  a  long 
line.  Heace,  as  a  matter  of  economy,  many  inde- 
pendent roads,  occupying  a  general  route,  have 
found  it  advantageous  to  consolid/ilc  The  advan- 
tages of  consolidation,  however,  are  very  much 
diminished  by  a  break  of  gauge  in  the  consolida- 
ted line.  Without  a  break  of  gauge  there  i»  no 
objection  to  sending  the  equipments  of  such  lines 
through,  where  perhaps,  before,  the  managers  of 
the  independent  lines  found  it  impracticable  to  do 
so. 

The  most  unhappy  results  of  this  kind  of  dis-,^ 
turbance  of  railroad  routes  are  in  the  uses  to 
which  it  has  already  been  put  in  the  West. 
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A  uiLve  qutistioa  of  gauge  is  oven  now  disturb- 
ing the  settled  commercial  policy  of  the  entire 
country.  The  city  of  Erie  has  taken  advantage 
of  one  such  blunder  in  engineering,  and  has  found 
in  it  the  sole  pretixt  for  her  persevering  hostility 
to  the  business  interests  which  seek  connection 
through  her  territory.  What  is  still  worse,  the 
mistaken  principle  for  which  she  contends  has  re- 
ceived executive,  and  in  substance,  popular  en- 
dorsement throughout  a  great  State.  The  course 
of  trade  is  to  be  determined  by  artificial  ob.struc- 
tion.  The  stream. of  commerce  is  to  be  dammed 
up  to  grind  the  grist  of  every  hungry  adventurer 
upon  its  banks.  And  not  satisfied  with  the  direr- 
sum  of  the  current,  the  grinders  demand  a  partial 
reUntion  ;  a  toll,  forgetting  that  the  grist  ground 
is  their  own.  Thus  the  stream,  checked  where- 
ever  there  is  a  will  to  stay  it,  flows  on  in  diminish- 
ed volume,  and  at  last,  exhausted  in  its  own  pro- 
gress, discharges  itself  upon  the  bars  which  its 
own  sluggishness  has  formed  at  its  mouth.  Such 
are  already  the  conseciuences  of  break  of  gauge. 

Beyond  Pennsylvania,  which  has  thus  chosen 
to  establish  its  commercial  system  on  commercial 
obstruction,  there  are  other  interests  suffering  di- 
rectly from  break  of  gauge.  The  Ibdianapolis 
and  Bellefontaine  road  is  now  restrained  from 
laying  down  Ohio  gauge  west  of  Muncie.  So  at 
every  intersection  of  the  different  sy^/cms  of  gauge. 
Between  the  Virginia  and  South  CaroUna  systems 
and  the  Virginia  and  Kentucky  systems,  breaks 
are  already  interposed.  Should  the  Mississippi  be 
bridged,  the  war  of  the  gauges  will  rage  west  ol 
that  river.  The  6  feet  gauge  of  the  Illinois  and 
Wisconsin  road,  the  4  feet  8  1-2  inch  of  the  Rock 
Island  and  Chicago  and  the  5  1-2  feet  gauge  of 
Missouri  and  the  South-west  will  meet  on  common 
ground. 

Such  clashing  proceeds  from  having  overlooked 
the  ultimate  connections  of  a  national  system  of 
railroads.  It  is  the  result  of  the  unexpected  but 
necessary  meeting  of  what  were  intended  as  inde- 
pendent routes. 

But  in  a  territory  already  filled  with  railroads  a 
disturbing  gauge  becomes  a  firebrand  of  the  most 
dangerous  character.  It  opposes  all  the  estab- 
lished lines,  and,  incapable  of  connection,  it  seeks 
none.  The  established  and  already  well  occupied 
•ystems  of  Ohio,  Indiana  and  Illinois  are  to  be  as- 
sailed with  a  gauge  of  this  description.  The  pro- 
posed line  from  near  Warren,  Ohio,  through  Rave- 
na,  Galion,  Urbana  and  Dayton  to  Cincinnati  is  of 
the  6  feet  gauge,  which  is  1-4  inches  wider  than 
that  of  any  of  the  numerous  and  important  roads 
intersected.  The  construction  of  this  line  is  not 
however  commenced. 

The  Ohio  and  Mississippi  road,  seeking  an  inde- 
pendent route  between  Cincinnati  and  St.  Louis, 
has  already  established  its  gauge  (6  feet)  different 
from  that  of  the  roads  intersected  on  its  route.  It 
has  aimed  chiefly  at  a  through  business,  but  this 
has  been  disputed  by  extensions  and  connections 
of  a  line  already  far  advanced  to  completion.  The 
Lawrenceburg  road,  which  might  otherwise  have 
been  a  feeder,  will  seek  an  independent  entrance 
into  Cincinnati ;  while  a  branch  from  Greensburg 
to  Terre  Haute  will  complete  a  through  route  af 
fording  connections  with  all  the  important  roads 
of  Indiana  and  Illinois. 

The  Ohio  and  Mississippi  road  can  only  com- 
pete with  another  route,  possessing  jreater  attrac- 


tions, for  a  tbrough  business,  while  it  can  have  no 
appropriate  connections  for  local  traffic  without 
the  construction  of  roads  which  will  be,  in  every 
sense,  rival  projects  to  others  already  established 
in  public  favor. 

The  question  of  gauge,  as  it  has  been  used  in 
this  countrj',  is  a  humbug  without  palliation.  It 
Las  been  a  fictitious  basis  to  create  strength  for 
roads  called  for  only  upon  such  assumed  superior- 
ity of  gauge.  The  gauge  has  often  embraced  the 
entire  scheme.  A  "  great  six  foot  project'  is  often 
urged,  solely  upon  this  assumed  strength,  for  the 
connection  of  local  and  terminal  communities  al- 
ready accommodated  in  a  manner  in  harmony 
with  a  State  or  National  system. 

Spi-iiigfleld,  Mount  Vernon  and  Flttuburgli 
Rallroti<l< 

We  have  received  the  second  annual  report  of 
the  above  company  from  which  we  make  the  fol- 
lowing abridgement. 

Since  our  report  of  last  year,  the  road  has  been 
finally  located,  and  let  to  its  Eastern  terminus,  at 
Lakeville,  on  the  Ohio  and  Pennsylvania  railroad, 
a  point  about  150  miles  West  from  Pittsburgh, 
14  miles  West  from  Wooster,  and  about  6  miles 
East  from  Loudonville.  A  contract  has  also  been 
made  for  furnishing  the  ties,  and  for  the  track  lay- 
ing between  Delaware  and  Mount  Vernon.  These 
contracts,  with  one  before  made,  embrace  all  the 
work,  and  all  the  materials,  excepting  iron  rails, 
spikes  and  chairs,  and  amount  in  the  aggregate  to 
4560,000 ;  or  about  S9,000  per  mile.  Add  to  this, 
ihe  cost  of  right  of-  way  :  say  S"30,000 ;  and  for 
iron  rails,  spikes,  and  chairs,  about  iftTjSOO  per 
mile  :  making  in  all  $l,U5u,0U0. 

To  meet  this,  the  Company  had  subscriptions 
aoplicable  to  it  of  jJGoI.OlK),  viz:  Knox  County 
Bonds,  S150,000;  Brown  end  Porter  Township 
Bonds,  $26,000;  Individual  subscriptions,  $266,- 
000;- Ohio  and  Pennsylvania  Railroad  Company, 
3il00,000 ;  Pennsylvania  Cental  Railroad  Co. 
?$100,000  total,  $631,000.  Of  th«  above  expen- 
diture, upwards  of  $150,000  has  already  been 
made  and  paid  out  of  the  means  above  stated, 
leaving  about  $900,000  of  expenditure,  and  about 
$480,000  of  means,  and  requiring  about  $420,000 
more  in  addition  to  present  means  to  complete 
the  road  for  use.  Besides  such  loss  in  the  sub- 
scriptions and  upon  the  bonds  as  may  be  necessari- 
ly incurred. 

Of  the  above  means,  however,  some  100,  or 
150,000  will  be  required  in  finishing  the  50  miles 
of  road  West  of  Delaware.  But  the  Company 
will  have  about  $50,000  worth  of  iron,  bought  for 
the  West  end,  to  b«  transferred  to  the  East  end, 
and  have  invested  in  machinery  which  will  be 
common  to  the  whole  road  about  $150,000  more. 
How  far  the  earnings  of  the  50  miles  of  road  now 
coming  into  use  will  contribute  toward:>  supplying 
the  amount  thus  wanted,  it  is  diflicult  now  to  esti- 
mate. The  Board  have  ordered  an  issue  of  $700,- 
000  of  convertable  bonds  of  the  Company,  bearing 
7  per  cent,  interest.  These  Bonds  are  yet  unsold, 
and  it  is  believed  may  be  sold  so  as  to  enable  the 
Company  to  finish  and  equip  the  road  complete. 

The  capital  of  this  Company,  as  fixed  by  the 
charter,  is  two  millions  of  dollars ;  of  which,  as  al- 
ready stilted,  one  and  a  half  millions  has  been 
subscribed,  and  the  Company  have  sold  bonds 
covertable  into  stock  at  the  pleasure  of  the  owner, 
to  the  amount  of  a  half  a  million  more.  And  as 
shown  above,  it  will  be  necessary  to  raise  some 
$420,000  more.  It  will  therefore  be  necessary  to 
increase  the  capital  stock  of  the  Company,  to  en- 
able the  Board  by  the  sale  of  other  convertable 
bonds  to  finish  th«  road. 

A  contract  has  been  entered  into  between  this 
Company  and  the  Little  Miami  Railroad  Company, 
by  which  the  latter  subscribed  to  the  stock  of  this 
Company  $200,000,  and  the  two  roads  are  to  be 
run  in  close  connection,  protecting  each  other's 
business.  And  similar  contracts  have  been  made 
with  the  Ohio  and  Pennsylvania,  and  with  the 


Pennsylvania  Railroad  Companies,  each  of  said 
Companies  taking  $100,000  of  th«  stock  of  this 
Company.  The  officers  of  the  Ohio  and  Pennsyl- 
vania Railroad  have  lately  promised,  that  with 
the  consent  of  their  stockholders,  their  subscrip- 
tion shall  be  doubled,  so  as  to  make  it  two  hund- 
red thousand  dollars. 

The  following  statement  will  briefly  show  the 
population  and  resources  of  the  counties  penetrat- 
ed by  this  road : 

Aggregate 

Counties.  Population.  Valuation. 

Clark 22,174  $6,969,488 

Champaign 21,267  6,029,676 

Union 12,206  1,795,249 

Delaware 21,870  4,114,681 

Knox 28,567  5,760,186 

Holmes 20,468  3,219,644 

Ashland 23,825  4,678,996 


Total 150,357  $31,586,916 

At  Delaware  our  road  intersects  and  crosses  the 
Cleveland  and  Columbus  Railroad,  a  distance  of 
50  miles  from  Springfield.  As  already  remarked 
this  oO  miles  of  road  will  be  in  use  in  a  few  days, 
and  is  closely  connected  by  contract  with  the 
Little  Miami  Railroad,  ;.nd  your  Board  do  not 
doubt  but  that  in  a  short  time  an  arrangement  of 
a  similar  kind  will  be  completed  with  the  Cleve- 
land and  Columbus  Railroad  Company.  When 
this  shall  be  done,  this  50  miles  of  our  road  will 
constitute  a  part  of  tic  best  railroad  line  on 
distance,  grades  and  curvatures  between  Cincin- 
nati and  Clev<!land,  that  can  be  made.  A  line 
that  can  be  run  in  less  time  .and  at  less  expense 
than  any  other  line  that  can  be  constructed. 

WatertO'wu  and    Rome  Railroad. 

The  earnings  of  the  Watertown  and  Rome  Rail- 
road for  the  six  months  ending  Jan.  1,  were  as 
follows : 

Earnings $229,068  34 

Expenses 89,786  88 


Net  earnings $139,282  46 

Six     months    interest     on 

debt $20,500  00 

Five  per  cent,  discount  on 

stock 68,600  00$89,000  00 

Surplus,  after  paying  discount,  or  near- 
ly 3}  per  cent,  on  the  stock $50,282  46 

1852.            1853.  Expenses. 

July ...........  $23,348        $32,427  $18,243 

August 22,094          35,000  14,663 

September 32,306           41,686  18,313 

October 33,651           41,734  14,777 

November 28,973           41 ,220  14,897 

December 24,221           37,000  14,000 


Total $164,594       $229,068        $89,783 

Uadlaon,  IndlanapoIU    and  Peru  Railroad 
Companjr^ 

The  business  of  the  Madison  and  Indianapolis 

Railroad  for  the  year  1853  was  as  follows  : 

Passengers $149,931  64 

Freight 201,812  71 

Hogs 22.080  46 

Miscellaneous 67,334  98 


Total $441,169  78 

EXPENDITURES. 

Current  expenses,  repairs,  etc $251,809  73 


$189,360  06 
Interest,  etc 47,846  18 


;T. 


$141,503  87 


DiTidend  July,  5  per  cent 82,385  00 


•■;    -  ■    f    ..       $59,118  37 

The  Indianapolis  and  Peru  road  is  nearly  com- 
pleted and  in  February  the  connection  between 
the  Ohio  river  and  Peru,  on  the  Wabash  Canal, 
will  be  made.     This  connection  is  considered  to 
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be  a  very  valuable~one  for  the  Madison  road.  The 
Madison  road  was  put  into  the  consolidation  at 
01,647,700.    The  debt  is— 

Mortgage  Bonds $600,000 

Income  Bonds 39,000 

Domestic 2,300 


Total $641,300 

The  stock  of  the  Peru  Road  is  $1,000,000  and 
the  debt  $600,000,  making  a  consolidated  stock 
of  $2,647,700  and  a  funded  debt  of  $1,241,300, 
with  a  road  159  railas  in  length.  The  floating 
debt,  liability  to  State,  needed  to  complete  new 
terminus,  etc.,  is  $800,000,  against  which  the 
Peru  Road  has  $500,000  of  unused  assets. 

Jonrnol   of  Railroad  I^aw. 

•       •■       DISSOLUTION    OF    CORPORATIONS. 

The  introductory  clause  of  the  preamble  of  the 
Act  by  which  the  charter  of  the  Franklin  Canal 
Company  has  been  repealed,  is  as  follows: — 
"  W/ureas,  It  is  provided  by  the  j»ct  entitled  an 
Act  regulating  railroad  companies,  passed  on  the 
nineteenth  day  of  February,  Anno  DomiLi,  one 
thousand  eight  hundred  and  forty-nine,  that  if 
any  company  incori)orated  by  special  act  of  As- 
sembly thereafter  to  be  passed,  shall  at  any  time 
misuse  or  abuse  the  privileges  granted  by  the 
siud  act,  or  by  its  own  special  act  of  incorporation 
the  Legislature  may  revoke  all  and  singular,  the 
rights  and  privileges  so  granted  to  such  compa- 
ny." 

But  the  proviso  with  which  the  foregoing  clause 
is  coupled  in  the  Act  of  the  19th  February,  1849, 
has  been  purposely  omitted  by  the  framers  of  the 
Repealing  Act  first  above  mentioned. 

The  proviso,  as  will  be  seen  by  an  inspection  of 
said  law  of  1849,  is  thus  expressed  : 

"  Provided  that  in  so  revoking,  altering  or 
amending  the  charter  of  any  company,  no  injus- 
tice shall  be  done  to  the  stockholders,  and  that 
when  said  road  is  taken  for  public  use,  the 
stockholders  shall  receive  due  compensation." 

Thus  the  authority  of  the  Pennsylvania  Legislature 
in  regard  to  repealing  charters,  is  by  no  means  un- 
restricted, even  if  we  look  no  farther  than  the 
Law  of  1849,  by  virtue  of  which  the  charter  of 
the  Franklin  Canal  Company  has  been  annulled, 
consequently,  we  may  look  for  some  snpplimenta- 
ry  legislation  in  regard  to  this  subject,  calculated 
to  prevent  any  "  injustice"  from  being  suffered  by 
stockholders  of  the  company  just  dissolved. 

The  law  on  the  subject  of  annulling  charters  is 
well  and  fully  stated  in  the  admirable  treatise  on 
corporations  by  Angell  and  Ames,  p.  825.  These 
writers  say  in  substance,  that — 

"  At  Common  Law  upon  the  civil  death  of  a 
corporation  all  its  real  estate  remaining  unsold, 
reverts  to  the  granter  and  bis  heirs ;  for  the  re- 
version of  the  property  to  the  grantor,  in  such  a 
case,  is  a  condition  annexed  to  the  grant  by  law, 
inasmuch  as  the  cause  of  the  grant  has  failed. 
The  personal  estate  in  this  country  rests  in  the 
people.  The  debts  due  to  and  from  it  are  totally 
extinguished ;  so  that  neither  the  members  nor  t  e 
directors  of  the  corporation  can  recover  or  be 
charged  with  them  in  their  natural  capacities ;  ac- 
cording to  that  maxim  of  the  civil  law :  "  A  debt 
due  to  a  corporate  body  is  not  due  to  individuals ; — 
nor  is  the  debt  due  from  a  corporate  body  tlie  debt  oj 
individuals.''^  Upon  the  dissolution  of  a  corpora- 
tion in  any  mode,  the  pending  suits  against  it  die. 
JBut.the  Common  Law  in  this  particular  is  frequent- 
ly i^odified  hj  charts  or  statute.    It  is  a  ie|;iti- 


mate  and  proper  exercise  of  legislative  authority  to 
provide  by  law  for  the  preservation  of  the  pro- 
perty of  a  corporation  for  the  benefit  of  its  credi- 
tors, by  remitting  the  penalties  which  attach  to  a 
judgment  of  forfeiture  of  its  charter." 

Upon  the  repeal  of  a  Charter  of  a  joint  stock 
Company  the  effects  are  usually  invested  in  trus 
tees  for  the  collection  of  the  debts,  and  the  divi- 
sion of  its  pi-operty  among  the  stockholders,  after 
the  payment  of  its  debt. 

In  such  a  case  the  right  of  a  stockholder  to  trans- 
fer his  stock  ,as  such  ceases.  The  interest  of  a  stock- 
holder, in  the  effects  of  the  Company  consists  only 
in  an  equitable  interest  therein  after  the  Companys 
debts  have  Ixjen  paid,  and  after  any  debts  due  from 
the  stockholder  to  the  Company  have  been  de- 
ducted. And  so  if  the  Assignee  of  the  stockhold- 
er is  indebted  to  the  Company,  his  distributive 
share  of  the  net  assets  of  the  Company  must  be 
charged  with  the  amount  of  his  indebtedness. 

Shc^  are  the  equitable  principles  upon  which 
the  affairs  of  defunct  Corporations  are  now  usually 
wound  up. 

The  general  Railroad  Law  of  New  York  and  of 
several  other  States  contain  express  provitsions  in 
accordance  with  those  modifications  of  the  Com- 
mon Law,  which  have  been  above  indicated.  And 
we  suppose  that  in  Pennsylvania  corresponding 
ones  must  be  adopted. 

Michigan  Southern  R.iii.road  Co.,  vs.  Michi- 
OAN  Central  Co. — Injunction  case. — The  follow- 
ing is  taken  from  the  Chicago  Democrat : 

The  great  suit  involving  the  right  of  the  Michi- 
gan Central  Railroad  Company  to  construct  and 
operate  their  road  round  the  Lake,  from  Michigan 
City  to  the  Illinois  State  line,  was  decided  in  the 
Supreme  Court  of  the  United  States,  on  Monday 
last.  The  decision  is  adverse  to  the  exclusive 
claims  set  up  by  the  Michigan  Southern  Company. 
The  appeal  was  dismissed,  the  United  States  de- 
ciding that  it  had  noJH!isdiclion  in  the  premises. 
To  understand  the  condition  of  the  suit  as  it  is 
left  by  this  decision,  it  is  necessary  briefly  to  re- 
capitulate the  proceedings  which  have  heretofore 
been  had  in  the  case.  The  Michigan  Southern 
Company  obtained  in  an  Indiana  Circuit  Court  a 
preliminary  injunction  against  the  Central  Compa- 
ny's proceeding  with  the  building  of  their  road ; 
on  the  hearing  of  the  application  to  make  the  in- 
junction perpetual,  it  was  dissolved  and  the  bill 
dismissed ;  from  this  decision  the  Michigan  South- 
ern company  appealed  to  the  Supreme  court  of 
Indiana,  where  the  judgment  of  the  inferior  court 
was  afSrmed ;  by  some  process  the  Southern  Com- 
pany now  raised  their  suit  into  the  United  States 
Supreme  Court,  which  court  refusing  to  entertain 
the  appeal,  the  judgment  of  the  Supreme  court  of 
Indiana  is  left  binding  on  the  parties,  and  the 
questions  therein  involved  settled  beyond  further 
controversy.  If  we  rightly  comprehend  the  extent 
and  force  of  the  decision  which  has  been  made  in 
this  suit,  the  Michigan  Central  company  have  the 
right  under  their  charter  of  running  their  road 
around  the  lake,  and  the  right  is  now  secured  to 
them  beyond  the  successful  interference  of  the 
Southern  company  for  all  time  to  come. 

CUvelMiid,  ZaaesvUle  and  CinclMnatl  R.  R. 

The  stockholders  of  this  Company  met  at  Akron, 
Ohio,  January  11th. 

The  Directors  made  their  third  annual  report 
from  which  we  learn  that  already  about  one  mil- 
lion of  dollars  have  been  expended  on  the  work, 
and  thit  the  road  will  be  opened  at  an  early  day 
to  Millersburgh  in  the  county  of  Holmes. 

The  Directors  say  that  all  the  surveys  are  com- 
pleted and  the  work  ready  for  contract,  and  only 
awaits  the  subscription  of  a  si  Ificient  amount  of 
stock  to  warrant  its  completio  . 

The  w-eting  of  the  stockbol  ere  wa»  large,  over 


$400,000  of  the  Stock  being  represented,  and  the 
old  Board,  namely — Simon  Perkins,  J.  W.  McMil- 
1  n,  H.  N.  Day,  John  Cary,  Wm.  Gallagiier,  H.  A. 
Miller  and  M.  W.  Henry,  were  unanimously  re- 
elected. 

At  a  subsequent  meeting  of  the  Board  the  fol- 
lowi.g  oflScers  were  cho.sen  : 

President — Simon  Perkins. 

Secretary— H.  N.  Day. 

Treasurer  and  Financial  Agent — J.  W.  McMll- 
len. 

Auditor — Fred.  K.  Wadsworth. 


Statement  of  the    Coiirtlffon    and    Prospects 
of  tbe  Cincinnati,  L<o{;anKpori  and  Cltlcaso 
Kailioait  Compaiijr. 

"The  Cincinnati,  Logansport  and  Chicago  Rail- 
way Company"  was  organized  in  Noveml)er,  1850, 
under  the  title  of  the  Newcastle  and  Richmond 
Railroad  Company",  for  the  purpose  of  cousUuct- 
ing  (under  a  charter  granted  by  the  State  of  In- 
iliana)  a  railroad,  from  Richiaund,  Indiana,  tu 
Logansport  on  the  Wabash  river ;  a  di&tance  of  108 
miles. 

Oil  the  20tb  of  February,  1853,  the  name  of  the 
Company  Wiis  changed,  under  authority  of  a  law 
of  tlic  State,  to  the  present  name  of  "The  Cincin- 
nati, Logansport  and  Chicago  Railway  Company." 

This  road  forms  tl'C  central  division  of  a  direct 
line  of  railway  from  Cincinnati,  Ohio,  to  Chicago, 
Illinois.  The  Southern  division, — completed  and 
in  successful  oj-eration — is  made  by  llie  "Cincin- 
nati, Hamilton  and  Dayton  Railroad  '  to  Hamilton, 
and  the  Eaton  and  Hamilton  Railroad  from  Hamil- 
ton to  Richmond — a  distance  of  70  miles. 

With  these  last  named  railroads,  our  road  is 
consolidated  by  a  contract  for  joint  equipment, 
and  business  ojHiration,  for  the  jKjriod  of  twenty 
years.  The  Northern  division  is  made  by  the 
"Logansport  and  Chiciigo  Railway,"  from  Logans- 
port to  Chicago^disiance  102  miles, — to  be  fur- 
nished with  machinery  and  run  jointly  with  the 
central  division,  perpetually. 

The  whole  line  fiom  Cincinnati  to  Chicago,  to 
be  of  uniform  gauge,  and  to  be  furnished  and 
e<iuipped  by  t!  e  several  compaoies  and  run  and 
worked  »&  one  road. 

PROtiRESS    AND   CONDITION    OF   THE    WORK. 

From  Richmond  to  Newcastle,  28  miles — and 
the  most  expensive  part  of  the  graduation — the 
road  is  completed  and  iiaius  are  regularly  running 
on  it. 

From  Newcastle  to  Logansport  the  sradnatioa 
has  ail  been  completed  ready  for  the  iron,  except 
some  short  distances  at  intervals,  all  of  which  can 
readily  be  finished  before  they  can  be  reached 
with  the  track  ;  and  which  will  not  cost,  including 
anflnished  bridging,  to  exceed  $75,000. 

The  ties  are  all  contracted  fur,  and  much  the 
larger  portion  of  them  have  been  delivered  on  the 
Ine  of  the  road  and  paid  for,  the  residue  will  be 
delivered  by  spring. 

The  iron  has  all  been  purchased  to  complete 
the  track,  and  nearly  all  ship{>ed  and  landed  in 
the  United  States.  A  eonsiderable  portion  of  it 
is  now  at  Toledo  and  Sandusky.  The  residue  will 
arrive  in  this  country  during  the  present  winter. 

The  laying  of  the  track  will  be  resumed  as  soon 
as  the  weather  will  permit  in  the  sp  ing,  at  New- 
castle and  at  Logansport,  and  the  track  will  be 
completed  as  early  in  the  season  as  the  iron  can 
be  laid  down. 

RESOURCES. 

There  has  been  subscribed  (by 
solvent  parties)  to  the  capital  stock  of 
the  Company,  including  the  amonnt 
paid  on  cross  ties,  &c $1 ,001,700 

Of  which  sum  there  was  taken  by 
citizens  of  Cincinnati,  New  York,  and 
along  the  line  of  tlie  road TOl  ,700 

And  by  the  Cincinnati,  Hamilton  and 
Dayton  Railroad  Company 300,000 

The  Company  under  tbeir  former  name,  issued 
and  sold  $300,000  of  seven  per  cent,  bonds,  to  run 
fifteen  years,  secured  by  a  mortgage  on  that  part 
of  the  road  from  Richmond  to  Newcastle ;  and 
since  the  change  of  name,  have  issued  for  tale. 
Sterling  Bonds  to  the  amouot  of  X260,000  Sttrl- 


t 


94 


AMERICAN    RAILROAD    JOURNAL." 


■^B 


ing,  running  thirty  years,  and  bearing  an  interest 
of  six  per  cent  per  annum,  payable  in  Loudon  and 
Paris,  secured  by  a  mortgage  on  the  entire  road, 
of  which  but  a  small  part  have  been  sold.  It  is 
the  intention  of  the  Company,  out  of  the  proceeds 
of  this  last  issue,  to  take  up  the  first  issue  of 
$300,000,  and  leave  the  last  issue  a  first  and  only 
mortgage'on  the  whole  road. 

The  proceeds  of  the  £250,000  Sterling  Bonds, 
■when  the  same  shall  be  sold,  and  the  stock  sub- 
scribed when  fully  paid  in,  will  be  amply  sufficient 
to  build  a  single  track  and  equip  the  road,  from 
Kicbmond  to  Logaiisport,  including  side  tracks, 
right  of  way,  station  grounds  and  all  necessary 
buildings,Jaud  full  equipment  of  locomotives,  cars 
and  other  machinery  to  operate  the  road  to  ad- 
vantage, an<l  including  all  interest  on  bonds  and 
discounts  in  the  negotiation  of  securities,  and  all 
contingent  and  incidental  expenses. 

This  estimate  of  cost  may  be  relied  upon  as  en- 
tirely sufficient,  until  the  increase  of  business, 
which  may  be  reasonably  expected,  shall  demand 
a  large  increase  of  eciuipment  and  other  enlarge- 
ments, which  while  it  may  require  much  addition- 
al exjjenditure,  will  compensate  us  by  adequate 
returns. 

For  the  purpose  of  discharging  the  outstanding 
liabilities  of  the  Company,  and  meeting  the  ex- 
penses of  shipment,  duties,  <fcc.,  on  the  Iron,  and 
of  enabling  the  Company  to  hasten  the  Road  for- 
ward to  completion — in  anticipation  of  the  receipt 
of  the  unpaid  stock  subscriptions,  (the  great  por- 
tion of  which  is  not  yet  due,)  and  of  the  sale  of 
the  St>irling  Bonds, — the  Company  have  authoriz- 
ed the  issue  and  sale  of  an  amount,  not  exceeding 
$300,000,  of  toi  ptr  cent,  incmne  bonds,  payable 
five  years  from  the  first  of  January,  1864,  with  in- 
terest at  the  rate  of  ten  per  cent,  per  annum,  pay- 
able half  yearly,  and  convertible  into  the  stock 
of  the  Company,  at  the  will  of  the  holder. 

These  Bonds  are  now  offered  for  sale.  The  pay- 
ni2nt  of  the  principal  and  interest  is  secured  to 
the  holder,  by  a  pledge  of  the  income  of  the  Road, 
after  the  payment  of  the  interest  on  the  other 
bonds  previously  i.^sued  by  the  Company. 

It  is  not  expected  or  intended  however,  that  the 
holders  should  be  required  to  look  to  that  source 
solely  for  either  the  interest  or  principal.  The  ob- 
ject in  their  issue  and  sale,  is  to  anticipate  the  re- 
ceipt of  other  means  and  resources  of  the  Com- 
pany, and  complete  the  Road  at  the  earliest  day 
practicable,  leaving  the  resources,  so  anticipated, 
to  discharge  the  liability  created  by  their  issue. 

These  resources  of  the  Company  independent  of 
the  income  of  the  road,  are  as  follows  : 
Real  Estate  in  the  city  of  Cincinnati  and 

vicinity $150,000 

Unpaii  Stock    subscription,  by  solvent 

persons,  payable  in  instalments 210,000 

Unpaid  Stock  subscribed  by  the  Cincin- 
nati,  Hamilton  and   Dayton  Railroad 

Company 225,000 

^  '  S68o,000 

None  of  these  resources  are  covered  by  the  mort- 
gages executed  by  the  Company  on  the  Road,  to 
secure  tho  payment  of  the  other  bonds  issued,  or 
in  othf  r  raauuor  pledged  or  hypothecated  to  se- 
cure the  same.  Nor  have  the  company  issued,nor 
do  they  intend  to  issu-?  any  other  bonds,  of  any 
description,  than  those  enumerated. 

The  Real  Estate  owned  by  the  company  in  the 
city  of  Cincinnati  and  its  vicinity,  was  purchased 
in  the  fall  of  1852  at  a  cost  of  Slo0,000,  its  then 
appraised  value.  It  is  now  worth  in,  cask,  more 
than  the  amount  paid  for  it. 

In  the  above  exhibit  of  means  nothing  is  inclu- 
ded of  funds  to  be  derived  from  the  annual  reve- 
nue of  the  road. 

Judging  by  the  now  abundant  experience  of 
the  W>s}  as  to  railway  profits,  this  item  should 
occupy  a  conspicuous  place  in  our  list  of  resour- 
ces. Very  few  western  railways,  operated  under 
anything  like  favorable  circumstances,  pay  less 
than  ton  per  cent,  upon  their  cost.  Many  of 
them  much  more  expensive  in  their  construction 
than  ours,  have  uniformly  paid  more  than  that 


The  Madison  and  Indianapolis,  the  Little  Miami, 
our  own  large  stockholder,  the  Cincinnati,  Hamil- 
ton and  Dayton  road,  are  substantial  witnesses  of 
this  fact.  Our  road  has  connections  and  adjuncts 
at  least  C'lual  to  others — territory  exclusively  its 
own,  much  more  extensive — and  a  country  for 
fertility  and  capacity  to  produce  business,  unsur- 
passed by  any  of  them.  We  may  therefore  claim 
for  it,  equal  ability  to  pay  dividends. 

Thus  when  completed,  and  all  the  means  aris- 
ing from  our  .stock  have  been  applied,  we  shall 
have  a  bonded  debt  bearing  G  percent,  interest  of, 
sav  SI, 250,000,  and  a  capital  stock  of  over  ?^1,- 
000,000. 

Our  interest  annually  will  then  be  S'76,000, 
while  our  nett  receipts,  if  estimated  as  other  road.s 
[)roduce,  (at  10  per  cent,)  would  be  225,000, 
leaving  after  paying  our  interest  annually,  the 
sum  of  $150,000  to  b«  paid  in  dividends  to  our 
stockholders,  or  of  course  if  necessary,  in  prefer- 
ence to  that,  an  income  fund  applicable  to  the  re- 
payment of  these  income  bonds. 

This  annual  income  alone,  in  the  last  four 
years  of  the  life  of  these  bonds  would  thus  amount 
to  S600,000,  or  double  the  amount  of  the  issue,  and 
would  pay  their  annual  interest  for  the  time  they 
have  to  run  and  $450,000  besides  ;  and  added  to 
the  resources  of  lands  and  unpaid  stock  would  in- 
crease the  fund  to  which  the  company  can  resort, 
if  necessary,  for  their  redemption,  to  the  sum  ol 
81,065,000,  or  more  than  three  times  their 
amount. 

J.  T.  ELLIOTT, 

President. 

Jan.  25,  1854. 


What  It  costs  to  support  Erie  $  and  who  pays. 

The  Krie  people  tell  us  that  their  city  will  be 
ruined  by  allowing  an  uniform  gauge  through  it. 
Governor  Bigler  reiterates  the  same.  Well,  those 
Worthies  have  their  way.  A  transfer  both  of  pas- 
sengers and  frt  ight  is  made  at  that  point.  As  the 
cake  and  beer  trade  is  brisk,  and  the  loafer  por- 
tion of  the  population  of  Erie  are  able  to  turn  an 
odd  penny  occasionally,  by  lifting  pigs,  sheep, 
produce,  &c.  from  one  car  to  another,  we  suppose 
everything  goes  merrily  at  that  town.  The  railroads, 
if  we  are  to  believe  the  Erians,  support  their  town. 
They  dance,  and  commerce  pays  the  piper.  Not 
the  irkolc  bill  however ;  only  the  merest  fraction 
of  it.  There  are  certain  railroad  companies  in 
the  State  whose  works  are  in  progress,  who  up 
to  the  time  of  the  Erie  troubles,  were  selling  their 
securities  in  this  market.  It  was  the  only  way 
in  which  they  could  get  money.  But  the  agents 
of  commerce,  the  monied  men,  all  of  whom  are 
affected  by  the  Erie  quarrel,  say  to  the  applicants 
for  more  money :  "Gentlemen,  we  cannot  trust  our 
money  in  a  State  which  destroys  one  road  and 
seizes  upon  another;  all  because  the  owners  seek 
to  transport  passengers  and  merchandize  at  the 
l<jv-€st  possible  cost.  Having  done  so  once,  you  may 
repeat  your  outrages.  If  according  to  the  doct- 
rines of  Governor  Bigler,  a  State  may  compel 
breaks  of  gauges  to  add  to  the  business,  or  sus 
tain  the  fortimes  of  a  sinking  community,  it  wilj 
very  likely  result  to  the  samo  process  for  the 
benefits  of  towns  upon  the  line  of  road,  the  bonds 
of  which  you  wish  to  sell.  Your  State  may,  at 
any  time  enact  a  law  which  may  destroy  the  value 
of  our  investments  altogether."  This  is  the  reply 
made  here,  to  parties  offering  Pennsylvania  securi- 
ties. It  is  probable  too  that  these  securities  will 
fare  much  worse  in  the  foreign  market  than  in  our 
own.  Suppose  the  bonds  of  a  railroad  company  in 
a  German  Stata,  the  chief  magistrate  of  which 
held  the  gauge  doctrines  of  Governor  Bigler ;  a 
State  which  for  months  tolerated  a  lawless  mob, 


in  their  destruction  of  one  road,  and  which  seized 
the  franchise  and  property  of  another,  for  the 
purpose  of  throwing  obstructions  in  the  way  of 
commerce,  were  oflfered  in  the  Philadelphia 
market  1  Would  they  sell  1  We  think  this  question 
needs  no  answer.  Will  Pennsylvania  bonds  sell  in 
Europe  1  is  a  question  as  easily  answered. 

But  we  need  not  state  the  case  hypothetically. 
The  experience  of  railroad  companies  of  Pennsylva- 
nia has  [already  verified  our  statements.  They 
find  themselves  suddenly  without  a  market  for 
their  securities.  These  will  not  sell,  no  matter 
what  their  previous  reputation.  The  bonds  of  the 
city  of  Pittsburgh  are  offered  at  15  percent,  below 
their  recent  highest  figure,  with  no  purchasers  at 
that !  The  people  of  that  city  must  feel  flattered 
at  the  state  of  their  credit. 

From  this  statement,  it  is  easy  to  see  how  much 
a  railroad  company  having  $100,000,  $200,000,  or 
$500,000  of  such  bonds,  pays  for  "  the  support  of 
Eric."  This  Erie  business  is  a  two  edged  sword, 
wounding  most  those  who  wield  it.  In  the  way 
we  have  stated,  the  State  of  Pennsylvania  will 
pay  more  than  $1,000,000  for  the  support  of  Erie 
in  the  next  five  years.  The  greater  portion  of  this 
sum,  the  railroad  companies  of  the  State  will  have 
to  pay.  They  are  nmv  paying  roundly,  but  only 
ihti  first  of  the  instalments  that  are  to  follow. 

If  there  was  ever  an  instance  where  a  people, 
"  who  went  after  wool  came  back  shorn,"  the 
gauge  quarrel  at  Erie  furnishes  an  illustration. 
Never  did  retribution  follow  more  speedily  the  of- 
fence. All  wrong-doing  punishes  itself,  but  in 
nothing  is  the  efllct  of  wrong-doing  more  striking- 
ly illustrated  than  in  loss  of  credit.  Credit  builds 
railroads,  and  railroads  change  the  whole  face  of 
society.  Their  very  name  suggests  to  our  minds 
all  the  pleasures  of  social  intercourse.  They  trans- 
mute into  gold  what  before  was  worthless  and  un- 
valued. Compare  communities  possessing  rail- 
roads, with  those  without  them,  and  the  value  of 
credit  will  then  be  seen.  This  credit,  the  State  of 
Pennsylvania  has  parted  with  to  sustain  Erie, 
Who  can  measure  the  greatness  of  the  sacrifice  1 
For  what  ?  To  vindicate  a  policy,  which  in  every 
possible  light  in  which  it  is  viewed,  can  only  bo 


prejudicial  to  its  framers. 
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ImproTement  In  Building  aud  Trans* 
portlni;  Bridges. 

A  valuable  improvement  has  been  milde  in  the 
erection  of  bridges  over  streams,  by  Thomas  and 
Samuel  Champion  of  Washington  City.  The  me- 
thod which  they  have  already  adopted  with  entire 
success  is  to  build  the  bridge  on  the  land,  at  about 
the  level  with  its  intended  position,  on  a  prepared 
road-way,  on  one  of  the  previously  prepared  abut- 
ments, on  which  tracks  are  placed  for  the  land  part 
of  the  transportation.  Which  having  been  accom- 
plished, a  vessel  or  v  sscls  of  suflScient  buoyancy 
for  the  burden  to  be  imposed,  having  upon  it  a 
frame  work  of  proper  height  is  floated  by  the 
stream  either  luider  the  already  projecting  end  of 
the  bridge,  or  against  the  abutment,  for  the  pur- 
pose of  having  the  bridge  rolled  upon  it.  The 
vessel  being  provided  with  a  valve  to  receive,  and 
a  pump  to  discharge  water,  it  may  be  ballasted 
therewith,  and  its  buoyancy  regulated  as  desired ; 
after  which,  all  things  being  in  readiness  by  means 
of  the  Capstans  with  the  ropes  attached,  the  ves- 
sel and  bridge  upon  it  may  be  speedily  and  saf»ly 
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drawn  over  its  placo,  and  lowered  to  its  proper  po- 
sition, by  letting  water  in  the  vessel,  or  by  Jack- 
screws  or  other  process. 

By  this  mode  all  the  danger  incident  to  work- 
ing over  the  water,  all  the  cost  and  danger  of  rais- 
ing such  heavy  structures  from  the  water,  is  avoid- 
ed, by  means  as  simple  and  safo  as  they  are  effec- 
tive. 

This  plan  was  adopted  in  placing  a  heavy  iron 
bridge,  of  130  fe«t  span,  over  the  canal  crossing 
14th  street,  Washington.  The  bridge  over  the 
Potomac,  at  Little  Falls,  is  also  about  to  be  built 
and  moved  in  the  same  manner. 


liand  Gran^ato  Weateru  Uallroads> 

Senator  Bright,  of  Indiana,  has  introduced  a 
bill  in  Congress  granting  400,000  acres  of  public 
lands  to  each  of  the  following  named  railroad  com- 
pmies,  who  jointly  are  to  con.struct  a  continuous 
r.ulroad  from  Lake  Erie  to  the  mouth  of  the  Ohio 
River,  and  to  New  Orleans  and  Mobile :  The  Ohio 
and  New  Orleans  Railroad  from  Mobile  and  the 
Ohio  Railroad  in  Tennessee,  to  Pad ucah  in  Ken- 
tucky. The  Ohio  River  and  Wabash  Railroad, 
from  Paducah  to  Vincennes,  through  Illinois.  The 
South  Western  Railroad,  from  Vincennes  to  India- 
napolis. The  Toledo  and  Indianapolis  Railway 
Company  from  Muncie,  Indiana,  to  the  Ohio  State 
line,  and  the  Toledo  and  Indianapolis  Company  in 
Ohio,  from  Indiana  State  line  to  Toledo  at  Lake 
Erie,  making  a  t6tal  grant  of  2,000,000  acres  of 
public  lands,  and  are  to  carry  the  United  States 
mails  free  of  all  charge,  and  in  time  of  war  to 
transport  troops  and  munitions  free  of  cost.  It  was 
referred  to  the  Committee  on  Public  Lands. 


NEW  YORK 

Wrougrtit  Jron   Railroad 
Chair  Company, 

qffiu,  38  Exchange  Place,  New  York. 
.,    ■  .  ,  A.  B.  Lansing,  President. 


THIS  Company  Is  prepared  to  receive  orders  for  the  mano- 
facture  of  Wrought  Iron  Railroad  Chairs  of  the  best  ma- 
terial, on  a  uew  aiid  superior  model,  and  by  improved  patented 
machinery. 

The  thickness  of  the  Lips  of  the  Chair  increases  through  the 
bend,  where  the  greatest  strength  is  required,  and  diminishea 
towards  the  edge  ;— so  that  a  less  weight  of  metal  may  be  used 
and  a  strength  acquired  equal,  if  not  suj-crior,  to  that  of  a  heavier 
Chair  of  uniform  thicbn^s. 

Rail  Road  Letting. 


PROPOSALS  will  be  received  at  the  Office  of 
the  Company  in  the  City  of  Evansville,  Indiana, 
until  6  o'clock,  P.  M.,  of  Wednesday,  15/A  day  oj 
February,  1854,  for  the  GnMina,  Grading  and 
Bridging  of  that  part  of  the  1st  Division  of  the 
EVANSVILLE,  INDIANAPOLIS,  AND  CLEVE- 
LAND STRAIGHT-LINE  RAIL  ROAD, 
Extending  from  Evansville  to  the  Crossing  of  the 
Ohio  and  Mississippi  Rail  Road,  in  Daviess  Coun- 
ty, a  distance  of  lilly-four  miles. 

The  work  will  bo  divided  into  sections  of  about 
one  mile  each,  and  proposals  will  be  received  for 
one  or  more  sections,  or  for  the  whole  line. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 
Ist  of  February,  and  all  necessary  information 
given  on  application  to  W.  C.  Moork,  Chief  Engi- 
neer. 

0.  H.  SMITH,  Phesident, 
W.  CARPENTER,  Vice  Phest. 
Evansville,  Jan.  2, 1864.  -  ■;  ^>  .  ^    -:.,  - .,  v 


^      Valuable 
Engineering  and  iMechanical  Works, 

Imported  and  For  Sale  by 

JOHN  WILEY,  1(57  Broadway. 
DEMPSEYS     PR.VCTICAL     RAILWAY 
ENGINEER.      1  vol.    4to,    with  60  En- 
gravings, bound  in  ha'f  Morocco $11,00 

SCOTT'S     ENGINEERS'    AND     MACHI- 
NISTS' ASSISTANT,   2  vols.  Quarto...    20,0<) 
TREDGOLD    on    the  LOCOMOTIVE  EN- 
GINE, half  calf 15,00 

on  the  MARINE  ENGINE, 

half  calf 24,00 

on   the   STATIONARY  EN- 
GINE, &c.,  half  calf 24,00 

TREATISE  on  the  STEAM  ENGINE   by 

the  Artizau  Club 6,00 

WEALE'S  THEORY,  PRACTICE  and  AR- 
CHITECTURE   of    BRIDGES, 

o  large  vols.,  half  bound 25,00 

SUPPLEMENTARY  VOL.  (j>ist 

published),  half  bound 14,00 

TRAUIWINE   on  RAILROAD   CURVES, 

turk l.C.O 

on  EMBANKMENTS  AND 

EXCAVATIONS 1 .00 

WILMES'  HANDBOOK  of  PLAIN  and 
ORNAMENTAL  MAPPING,  and  En- 
gineering Drawing,  for  Civil  and  Mecha- 
nical Engineers 7,50 

WOODS     PRACTICAL     TREATISE    on 

RAILROADS,  8vo 5,00 

RYDE'S  TEXT  BOOK  for  the  USE  of  AR- 
CHITECT S,    ENGINEERS,    SURVEY- 

ERS,  &c.  1  volRovalSvo 8,50 

GREGORY'S  MATHEMATICS  for  PRAC- 
TICAL MEN.  8vo 6,00 

BARLOW  on  the  STRENGTH  of  MATE- 
RIALS and  on  CONSTRUCTION 4,50 

LARDNER  on  the  STEAM  ENGINE.  New 

Edition 2'00 

SCRIBNER'S  ENGINEER'S,  SURVEY- 
OR'S   and   CONTRACTOR'S    POCKET 

TABLE  BOOK 1,50 

SCRIBNER'S  ENGINEER'S  and  MECHA- 
NICS COMPANION 1,50 

BUCK  ON   OBLIQUE  BRIDGES.    lUust- 

rated  with  PlaiLS,  &c 4,00 

EXAMPLES     of    RAILWAY     MAKING. 

With  PRACTICAL  ILLUSTRATIONS..     3,50 
SIMM'S   on    LEVELLING   and  SETTING 

OUT  RAILWAY  CURVES.  8vo 2,25 

SIMM'S  on  MATHEMATICAL  INSTRU- 
MENTS, 8vo 2,25 

HAUPT    on   BRIDGE    CONSTRUCTION. 

8vo 3,00 

QUESTEDS    TREATISE    on    RAILWAY 
SURVEYING  and  LEVELLING.     8vo. . .     1,75 
Togetlier  with  an  extensive  assortment  of  Books 
in  every  department  of  science. 


FULTON  CAR  WORKS, 

CINCINNATI,  OHIO. 

\yE  respectfully  call  the  attention  of  Ruilroad  Coin[iani«e  and 
' *  Coi'tractors  in  the  West  an<l  South  to  oiir  c-stalilishmeiit. 
Our  fdcilities  for  maimfacturijuf  nru  pxtciisivp,  our  work  is  made 
from  thr  Sewt  material  the  country  aflonU,  um<I  of  the  mo»t  so 
[lorior  w<,rknian^lii|>'  Wc  are  pn-pared  to  execute  to  or<ler  on 
Khort  rMlicc  Pas-sciigor  Car-  ol  tlie  must  ap]irov(!d  det<;riplioa 
and  e!< -sunt  tiuisli  ■.  Baisrage.  Freight,  Cattle  and  G  ravel  Cans 
alMj  Cruiik  and  L<'v<.-r  liaiHl  Can>,  Triu-k>,  and  Railroad  work 
generally. 


LAWRENCE   SCIENTIFIC  SCHOOL, 
Harvard  University, 

THE  next  Term  of  this  Institution  will  open  on 
the  second  day  of  March,  1854,  and  continue 
twenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Prac- 
tical Exercises,  according  to  the  nature  of  the 
Study,  will  be  given  in:  ■  =  .  .;■  '.  -; . 

Astronomy by  Messra.  Bond. 

Botany „  Prof.  Gray. 

Chemistry,    analytical    and 

practical „     ;^'"  Ilorsford. 

Comparative   Anatomy    and 

Physiology „      ,-,  Wyman. 

Engineering „       „  Eustis. 

Mathematics....- ,       „  Pierce. 

Mineralogy ,,  Cooke. 

Physics i»      »»  Lovering. 

Zoology  and  Geology ,i       ,,  Agassiz. 

For  further  information  concerning  the  School 

application  may  be  made  to  Prof.  E.  N  Horsford, 
Dean  of  the  Faculty. 

Cambridge,  Mass.,  January  1864. 


'    Wa-libiirn  Car  Wlieels. 

Having  se<-urcO  tin-  cxcliisiv,'  ri;:ht  to  make  arHl  «'ll  this  ccle 
bnil«^l  wh<!el  in  Clncimuiti.  Covjnjfton  and  Nevr|«>rt,  we  an* 
prepared  to  llimi.sli  lliem  in  any  quantity,  eiilicr  fitterl  with  axleti 
or  .-eiKirate.  Tln-sc  whvoU  are  luadc  of  tlH>  best  u'  />v»,  mixed 
in  most  apiHDvod  maiiiter. 

CincintMili.  Ohio.  January  IVA.  1S54. 

KECK  A:  HTBB.VKD      _ 

Kailroad  Iron. 

K  C\C\f\  TON.S  T  U.\IL^.  alioiit  cHie  half  weij?tiius  6fl  lb». 
c/jUUU  per  yani  and  tlw?  remainder  oii  iXia.  per  }-ard  now  in 
bond  and  for  ^Ic  bj- 

JOHN  H.  HICKP. 
2rf  FWy.  90  Bi«ver  street. 


To  Railroad  and  Canal  Co.% 

contractor!),  &c. 

THE  under^i!rm'<l  woiil-l  «lir«-t  tho  a;t<-ntiou  of  Chief  Ko 
gin»«rs  and  Contractors  to  the  fkcilities  tliey  po<i>M»«  for 
Mipplyiiix  them  with  laborers,  niHcbanics,  *c.  of  any  deecrip 
lion,  an' I  also  to  iufonn  tlieni  tliat  they  ftirward  tuch  inen  to 
wliatever  destination  they  may  be  ru<|iilrO(l. 

Com|.anio3  or  Contractors  desiri>u>-  of  roceivinj:  steady  and 
induslri(Hi.i  men,  will  be  promptly  suppli<Hl  at  the  bhortet^  po«- 

JOHN  J.  HELLIKt;  A:  CO. 

Ko.  85  Gri-onivich  street,  Xcw  York. 


sibic  notice. 


Notice  to  Contractors. 


:  i..tg.-y.jiw!y: 


Ciiiiii    Engi.nki:k'n   (.irticE,  / 
Norfolk.  Va.,  Jan.  8,  1854.      j 

SEALED  PROPOSALS  will  Ik-  received  by  the 
undersigned  at  this  Office,  from  the  1st  until 
the  20th  day  of  March  next,  at  sundown,  for  the 
"  clearing"  and  "  Graduation  '  on  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  its 
terminus  at  Petersburg — covering  a  distance  of 
about  eighteen  miles ;  also,  for  the  "  Culvert"  and 
"Bridge'  Masonry  of  the  last  section  of  said 
work. 

At  th«  same  time,  sealed  proposals  are  invited 
for  the  "  Abutment"  Masonry  of  "  Bridges"  orer 
the  Eastern  and  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sfclions  of  about 
three  miles,  and  bids  may  be  made  for  one  or  mor* 
of  said  sections. 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  the  let 
of  March. 

SpeciScations  with  forms  of  contract  and  pro- 
posal may  be  had  of  the  undersigned  after 
date. 

Payments  will  be  made  in  current  funds  daring 
the  progress  of  the  work,  in  proportion  offour-Jl/ths 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  under- 
signed, evidence  of  tht-ir  responsibility  will  be  ue- 
cesjyiry ;  and  of  those  to  whom  work  shall  be  al- 
lotted, will  be  required  bond  and  approved  securi- 
ty in  an  amount  not  exceeding  one-jUfth  of  the 
amount  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  Uie  same. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure 'the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  satisfac- 
tory. 

The  line  is  e-asy  of  access,  th&  country  through 
which  it  passes  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  work 
at  all  .seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  most 
responsible  contractors. 

.••_>,-  vi..-:   -  -•  '^   AIAHONE, 

■,_':;-:.:  1--  Chief  Enginetr. 

January  19.    "  ;     > 
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BLAKE'S 
PATENT  FIRE-PROOF  PAINT. 

THIS  extraordinary  substance  has  now  been  tested  nearly  nine  years,  and  its  Fire  and  Weather  Proof  qualities  are  most  extraordinary.     Instead 
of  the  action  of  the  weather  destroying  the  coating  us  it  does  ordiuary  paints,  it  only  serves  to  turn  it  to  a  perfect  state  or  sione,  protecting  whatever 
covered  from  the  action  ofjire  and  weather,  as  will  be  scon  by  the  testimony  of  the  following  persons. 


BoRTON  Green,  being  called  in  the  case  of 
Blake  vs.  Belknap,  after  being  duly  sworn,  testi- 
fies and  says,  that  he  resides  in  Ohio.  A  few  days 
since  examined  a  house  that  had  been  painted 
nearly  eight  years  with  said  paint,  and  to  all  ap- 
pearance, it  was  as  perfect  as  the  day  it  was  put 
on,  and  could  even  now  see  distinctly  the  brush 
marks  upon  the  surface. 


Offioi  or  Mastik  or  Koad  Baltivorb  &.  Ohio  R.  B.  > 

Baltimore.  Nov  3d,  1851       5 
Dear  Sir :— After  using  "Blake's  Patent  Ohio  Kire  Proof  Paint" 


Norman  Rudd  being  called,  and  duly  sworn 
in  the  above-mentioned  case,  says  that  he  was 
owner  or  part  owner  of  a  large  Machine  Shop 
situfite  in  Newmarket,  N.  H.,  that  the  Shop  took 
fire  and  burned  down,  loss,  $50,000.  The  roof  of 
a  large  Foundry  near  by,  was  covered  with  this 
paint,  a  Cupola  upon  the  Foundry  was  not  painted , 
it  took  fire  and  fell  on  to  the  roof  and  burned  up, 
without  apparently  injuring  the  roof,  except  to  J  ^^l*'^d 
char  the  boards  underneath.  ,    [ 

Amcsbiiry,  Conn.,  August  \Sth,  1861. 
We  were  present  at  -the  burning  of  the  Am«'s- 
bury  Factory,  which  was  struck  by  lightning  on 
the  10th  of  July  last,   and  which,   with   the  sur-  i 
rounding  buildings,  was  painted  with  Blake's  Ohio  j 
Fire  Proof  Paint,  and  have  no  doubt  but  that  all  i 
the  surrounding  buildings  would  have  been  con- 
sumed had  they  not  been  painted  with  said  paint. 

JOHN  TALBOT,  Superintendent 

DAVID  TALBOT,  Agent. 


OrricE  OF  TUB  Philadelphia  &  Kbadido  Railroad  Co  ) 
PhiladelphUi,  July  16/A,  1860  \  I 
Dear  Sir  : — ThisCoinpany  have  Ixjun  am)  are  usingr  BLAKETS. 
yjRiJ  PHOOf^  OHIO  PAIXT  txteaaive\y  fur  Bridj^cs  and  for  the  last  year,  I  have  concluded  to  ({i<ie  you  an  ad<litioiial 
Buildings  In  the  cuun<c  of  time  it  liecomes  very  hard,  and  order  for  40  bbls.  I  feel  a  pleasure  in  siiyioi;  that  I  consider  it 
seunia  to  bo  both  fire  ami  water  proof  under  any  ordinary  oir-  the  best  material  for  coverinj{  Wood,  Brick,  or  Iron,  now  in  use. 
cumstancos.     We  decidedly  prefer  it  for  the  purposes  named!  Respectfully  your  Obdt  Servant, 

above,  to  any  pnint  we  have  hitherto  used,  as  it  costs  less  aiidl  W.  BOLLMAN,  Master  of  Road, 

is  much  more  durable.  — 

JOHN  TUCKER,  President  SuPBBiiiT'T  Officb,  Ricbvosd  &  Frbsbrioksbuko  R.  R.  , 

—  1  November  6th,  1851.      , 
Kngixeer's  Department,  P.  R.  R.  Co.  ?      Dear  Sir  : — In  reply  to  your  inquiry  in  reference  to  our  satis- 

Philadelphia,  Feb.  \1th,  1860       \  faction  with  Blake's  Patent  Paint,  sold  us  last  Spring,   I  would 
Dear  Sir :— Havini;  used  Bluke'ti  Fire  Proof  Paint  on  this  Road  say  that  we  are  so  well  pleased  with  it  that  I  should  like  to  hare 
for  two  years  past,  I  am  siilflcieiiily  satisfied  wiih  its  superiority  you  ship  us  seven  bbls,  more  of  tlie  Chocolate  at  your  eariieat 
to  continue  its  application  to  all  the  structures  r.nd  can  ou  the  convenience.  -  Yours,  &c. 

line  of  the  Peuna.  railroud.     Voun*,  very  re«pecif\illy,  i  THOS.  SHARP,  SupL  R.  P.  ai'd  P  R  R. 

.J.  EDGAR  THOMPSON,  Chief  En(fincer.  — 

—  JcxcTiON  Hanotbb  Couktt,  November  lit,  186L 
Officb  Pe\sa.  R.  R.,  Apra20th,  1852  '    The  Vireima  Cetnral  Railroad  Co.  have  been  and  are  usitip 

Dear  Sir  —Ship  immediately  tho  fifty  ba^rel^^  yet  undelivered  Blake's  Fire  Proof  Oliio  Paint  extensively  for  Biideca,  Car-tope, 

our  order  for  one  humlred  barrelt  iilake's  Patent  Firo  Proof  &c.     Wo  decidedly  pj'efer  it  for  the  purposes  uamed  above  to 

Paint,  dated  Feb.  Idth,  1S51,  to  care  of  Strickland  Kiicas,  Esq  ,'aiiy  paint  we  have  ever  used,  as  it  C0Kt«  less  and  is  much  mora 

"  care  of  John  Covorle,  Esq ,  Pittsburg.  jdurablc^ 

^         Youra  truly, 


J.  EDGAR  THOMPSON. 

Georgia  Railsoad,  Angusta,  Ga.,  November  27tA,  185L 

Dear  sir: — Please  furnish  us  wiih  (30)  thirty  bbls.  Blake's 

Fire  Proof  Paint,  Chocolate  Color.    We  have  l>een  using  Blake's 

Fire  Proof  upon  Freight  Cars  and  Buildiiig;i  for  the  last  three 

ye.irs,  and  it  gives  me  plea^iure  to  state  that  we  have  found  it 

both  more  economical  aii<l  durable  than  auy  other  kind  of  paint 

F.  C.  ARMS,  Gen.  Suj.'t. 

I  fully  concur  in  tho  above  recoinmendation. 

JESSE  OSMOND,  Sup't.  Car  Factory. 


C.  R.  MASON,  Supt. 

Philad'a.  Wilminoton  &.  Baltimorb  R.  B.  ^ 

Baltimore,  Sept.  10th,  1851       S 

I  hive  used  Blake's  Ohie  Paint  for  feur  years,  aid  have  found 

it  to  be  an  article  of  greet  economy  and  value,  and  calculated 

to  supersedfi  for   most  purposes  all  other  paints,  for  Pub.ic 

Buildings  and  Private  Residences. 

J.  R.  TRIMBLE,  General  Agent. 


Atlanta,  December  10th.  1861. 

Dear  tfir  :— Please  send  me  for  the  Atlanta  and  Lagrange  Rail- 

road  Co.,  20  bbls.  Blake's  Fire  Proof  Paint,  Chocolate  Color.    I 

Portland,  April  11/A,  1S51.   jhave  used  the  paint  for  various  purposes,  and  am  well  satisfied 

I  have  requested  Mr.  Emory,  Ag't  and  Su|)d't  of  that  it  makes  a  goi>d  and  <iurablecoatimr. 

I*.  P.  GRANT,  Eiig  <k  Sup't.  A.  &  L.  Railroad. 


Akron,  Ohio,  May  22d,  1850.  | 
This  may  certify  that  we  have  been  actiuainted  ; 
with  Blake's  Patent  Fire  Proof  Paint  for  some  I 
years,  .ind  are  well  assured  that  it  is  really  what  \ 
its  name  indicates~_^/e-/»rw/.  We  consider  it  a  ; 
better  fire  proof  than  tin  or  zinc,  and  will  insure  ; 
buildings  covered  with  it  at  a  much  lower  premium  j 
than  those  covered  with  the  above-mentioned  | 
metals.  j 

H.  K.  SMITH,  Sec.  Summit  Mut.  Fire  Ins.  Co.      i 
DAN'L  8.  LEE,  Ag't  of  Medina  Co.  Mut.  Ins.  Co.  I 
D.  R.  HADLEY,  Ag't  of  Stark  Mut.  Ins.  Co. 
R.  F.  CODDING,  Ag't  Portage  &  Farm's  Ins.  Co 
J.  A.  BEALES,  Ag't  Portage  Ins.  Co. 
WHEELER,  LEE  &  CO.,  Col.  Ins  Co. 


Dear  Sir 
the  Y.  Sl  C.  Railroad,  to  give  you  an  order  for  twenty  bb's.  of 
Blake's  Ohio  Fire  Proof  Paint,  for  the  use  of  th  s  Road  ;  and  I 
take  pleasure  in  adding,  that  I  regard  it  as  an  article  .superior  to 
any  other  introduced  into  tlie  market  »tul  use,  iui  also  more  eco- 
nomical in  price,  for  coating  Dii|>oLs,  Cars,  aixl  every  other  ma- 


Scpbrist't's  Officb,  8.  W.  Railroad.  } 

Macon,  December  hth,  I'Sei.      \ 

Dear  Sir  :— Please  ship  us,  care  of  Ceutral  Railroad  Agent, 


ti-rial  of  wood  or  metal,  exjiosed  either  to  fire  er  weather  ;   and  Saviuinah,  2  bbls   Blake's  Fiie  Proof  Paint 


I  can  cheerlUlly  concur  in  reconuncnding  it  accordingly  for  most 
uses  and  roofs  generally.  Please  forward  the  amount  of  Mr 
Emory's  order  bv  the  earliest  conveyance. 

F.  O.  J.  SMITH,  President  York  and  Cumberland  R.  R, 


I  have  U8e<l  on  the  Central  Kaitroad,  and  on  this  road  a  con- 
siderable quantity  of  the  above  Paint,  in  tlie  last  fiiur  yoars,  and 
haqe  no  besititioii  in  ironouiicing  it  the  best  aoqering  for  wood 
that  I  know  o^  iw  a  protection  from  the  wcatier  or  fire.. 

GEO.  W.  ADAMS,  Sup't. 


Camdkn  St,  AxBOT  Railroad  Officb. 

Bordentoum,  March  ith,  1^1.      ^  Macoit  *  Wbstern  R.  R  ,  Jtfocon,  Z)ec.  6/A.  1861, 

In  reply  to  your  inquiry  as  to  your  opinion  of  Blake's  Ohio;     Dear  Sir :— You  will  please  funiish  for  this  Company  8  bbte- 

Firo  Proof  Paint,  I  would  state  that  we  have  u.-ed  considerable!  Blake's  Patent  Fire  Proof  Paint,  (Black   color,)  and  4  blila. 

of  it  during  tho  last  two  years,  and  consider  it  a  first  rate  article,' Chocolate  cotor-in  all  12blils  We  have  heretofore  used  Blake'* 


and  hereaf  er  sh.ill  prefer  it  to  any  other  paint,  for  Buildings 
Bridges  and  Cars  outside. 

R.  S.  VAN  RANSELLER,  Superintendent 

Eso'r's  Officb,  Baltimore  &  Ohio  R.  R. 
Dear  Sir :— Being  Katisffed  with  the  testimonials  you  here  pro- 
duce<l,  that  Blake's  Fire  Proof  Paint  which  you  have  for  sale  is 
a  valuable  article  for  the  purposes  which  they  mentioiiod,  I  now 


The  best  evidence  of  the  value  of  an  article,  is 
from  the  fact  of  persons  of  practioal  skill,  having 
used  in  years  past  large  quantities,  and  still  con- 
tinue to  order  largely  for  future  use. 

ALL  ORDERS  ADDRESSED  TO 


the  paiut ;  25  bbls.  of  Black  and  26  bbls.  Chocolate  color.    Con- 
sign the  paint  to  Jas.  B.  Jordon,  Mount  Clear  Depot,  Baltimoru. 
B.  H.  LATROBE,  Chief  Engineer. 


Fire  Proof  P»int  on  TreightCars  and  Buildings  wiihmuch  satis- 
faction, considering  it  both  ccooomical  and  ilurable, 

E.MERSON  FOOTE,  Sup't. 

«  MOXTOOXBRT  &  W.  Poi.ht  R.  R.  Co.  > 

Montgomery,  January  'iXst,  I>i62       \ 
We  have  been  using  Blake's  Patent  Ohio  Fire  Proof  Paint 
for  sever.d  years  for  painting  Cars  and  Bu  Idings,  and  have  beeo 


give  you  an  order  for  60  barrels,  of  350  lbs.  or  therealiouts,  of  highly  pleased  with  it.     You  may  fenl  us  twenty  barrels  of  tho 


pamt ;  fifteen  of  the  Chocolate  color  and  five  of  the  Slate  color. 
RespectAiUy, 
SAM'L.  G.  JONES,  Eogibeer  it  Superintendaot. 


WILLIAM:  BLAKB,  Patentee. 

119  Pearl  Street,  Neic  York. 


To 


Locomotive  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op 
posite  the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
■wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  altnost  any  mechanical  business.  Thej 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  i)laning  ma 
chines — lathes — boring  machines,  blacksmitl^^ 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
ibr  the  use  of  800  to  1000  workmen. 

Th*  terminus  and  depot  of  the  New  Orleans, 


Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  oflered  for  lease  ofiers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  tlie  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
Kver  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat 
ing  work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  reBponsiWe.  parties  will  be 


promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 
Letters  may  be  addressed  to 

>                      R.  B.  SUMNER, 
'"■                No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &-  Pope,   Pine  Street,  New 
York.  :-. 

Railroad  iron. 

\iyf\C\  I'ooa  Eric  Pattern  Ouest  and  Co^s  make,  welgUag 
\.^k)\J  67  X  lbs.  per  yard,  to  be  shipped  from  Wales  in  Ju- 
y  and  August,  fur  this  port — for  sale  by 

BOORMAN,  JOHNSTON  &  CO., 
June  0, 1853. 90  Broadway,  New  York. 

Raiiroad  Iron. 

rHE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
leet  per  rail.    Apply  to 

THOS.  CHAMBERS,  President, 


September,  1860. 
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rlcanlSBt  of  the- Jouritalt 

The  following  article  from  the  Pittsburgh  Gazette, 
comes  to  us  with  a  request,  over  the  initials  of  J. 
£.  T.[( which  will  not  be  difficult  to  recognize,)  for 
its  publication. 

The  American  Railroad  Journal. — Among  all 
the  abusive  and  unjust  remarks  concerning  Penn- 
sylvania, which  have  disgraced  the  New  York 
press  of  late,  the  American  Railroad  Journal  has 
furnished  the  worst.  It  has  borne  off  the  palm 
in  the  race  of  blackguards.  Its  articles  have  ex- 
hibited an  unfairness,  a  malice  and  a  meanness 
we  have  never  seen  equaled.  Human  language 
seems  too  meagre  for  the  rampant  bate  and  fiend- 
ish malignity  of  the  editor.  Even  in  the  very  last 
number  of  his  mercenary  and  contemptible  sheet, 
the  editor  has  compared  the  people  of  this  State 
to  a  nest  of  pirates  and  marauders,  whose  whole 
object  is  to  intercept  the  trade  of  the  West,  for 


the  purpose  of  abstracting  toll  from  it.  He  says 
that  Pennsylvania  "ingenuity  has  found  out  a  new 
mode  of  turning  the  position  •f  the  State  to  account ; 
and  this  is  bycompelling  every  pound  of  freight  pas- 
sing through  tlieState.to  be  lifted  from  one  car  to  an- 
other." The  italics  are  the  editor's  own. — This  sneer 
has  reference  to  the  efforts  of  the  people  of  Erif 
to  obtain  the  break  of  gauge,  and  is  as  unjust  to 
Pennsylvania,  as  it  is  contemptible  on  the  part  of 
that  pa{>er,  which  no  longer  ago  than  April  10th, 
1852,  contended  for  a  break  of  gauge  at  Erie,  on 
the  very  grounds  for  which  the  people  of  Erie 
have  lately  been  contending,  as  will  appear  from 
the  following  leading  editorial  article  of  the  paper 
of  that  date,  which  was  also  edited  by  the  same 
individual  who  now  presides  over  its  columns.  We 
extract  the  whole  article : 

"From  the  American  Railroad  Journal,  April 
10,  1862. 

Gauge  of  Railroad  from  Buffalo  to  Cleveland. — 
From  Cleveland,  Oh'6,  to  Erie,  Pennsylvania,  th(. 
Ohio  gauge  of  four  feet  ten  inches  is  used.  U  pon 
the  Erie  and  Northeast  Railroad,  extending  from 
Erie  to  the  New  York  State  Line,  a  distance  of 
some  eighteen  miles,  the  wide,  or  six  feet  gauge 
has  been  adopted.  From  the  State  line  to  Butfulo, 
the  four  feet  ten  inch  gauge  prevails. 

To  whom  this  arrangement  is  owing  we  are  not 
informed,  but  the  genius  of  all  evil  himself  could 
not  have  framed  a  more  inconvenient,  or  one  bet- 
ter adapted  to  obstruct  business  or  travel.  With 
the  exception  of  the  Buffalo  and  State  line  road, 
the  only  gauges  known  in  this  State  are  the  four 
feet  eight  and  a  half  inches,  and  the  six  feet. 
Common  sense  would  seem  to  dictate  that  one  of 
these  should  kave  been  taken  by  the  Lake  Shore 
road.  As  it  is,  there  must  be  transhipments  at 
Buffalo,  Dunkirk,  the  Pennsylvania  State  line,  and 
at  Erie ;  making  four  where  there  should  have 
been  but  two  at  most.  Either  the  wide  or  the 
narrow  gauge  should  have  been  carried  to  Erie.  I 
That  would  have  been  a  convenient  place  of  tran-  j 
shipment,  and  would  probably  have  been  selected 
as  such,  bad  there  been  no  break  of  gauge  even 
there.  There  must  be  a  limit  to  the  distance  to  be ' 
run  by  freight  and  passenger  cars.  It  is  found  to 
be  more  economical  and  convenient  to  tranship 
freight  from  one  train  to  another,  than  to  run  the 
train  a  given  distance,  on  accour  t  of  the  difficulty 
of  preserving  order  in  tlie  arrangement  and  distri- 
bution of  the  cars.  We  presume  that  under  no 
circumstances  whatever,  would  cars  loaded  at 
Cleveland  be  run  through  to  this  city.  A  break  of 
gauge  at  some  point  upon  the  line  between  the 
above  cities  is  not  objectionable,  provided  it  oc- 
curs at  the  most  convenient  point.  But  when 
there  are  three  or  four  interruptions  to  the  transit 
of  merchandise  and  travel,  within  short  distances, 
and  at  the  most  inconvenient  places,  they  will  he 
found  to  work  a  serious  iiyury  to  traffic  of  all 


kind5.  We  predict  the  evil  will  in  a  short  time 
become  so  unbearable,  as  to  work  out  its  own 
cure.  What  the  people  of  Erie  were  about,  when 
an  arrangement  was  completed,  that  completely 
prevented  them  from  moving  in  any  diiection,  is 
more  th.an  we  can  opine.  At  the  Lake  their  road 
comes  to  a  dead  halt,  and  all  through  business  has 
to  be  tumbled  out  of  their  own  cars  upon  those  of 
other  companies.  All  these  blun<'ers  must  be  re- 
medied, and  the  sooner  the  better." 

After  reading  the  above,  what  confidence 
can  be  placed  upon  the  assertions  of  a  man 
Mho  has  been  endeavouring  for  the  last  mouth  to 
destroy  the  credit  of  Pennsylvania,  to  depreciate 
her  bonds,  and  the  bonds  of  her  cities  and  rail- 
roads, and  resorted  to  language  which  would  dis- 
grace the  fishm.irket,  in  s{)eaking  of  the  people 
of  this  great  State.  We  have  long  entertained 
doubts  of  the  statements  of  this  paper  in  regard 
to  railroads,  fearing  it  was  governed  by  its  likes 
and  dislikes,  or  more  substantial  reasons,  but  how 
any  Pennsylvanian  can  hereafter  put  the  least  con- 
fidence in  its  statements,  or  countenance  it  in  anj 
form,  and  preserve  his  self-respect,  we  cannot  Me. 

As  a  Railroad  paper  and  laboring  to  promote 
the  prosperity  and  security  of  Railroad  interests, 
it  ought  to  discountenance  all  illegal  and  fraudu- 
lent proceedings  on  the  part  of  railroad  comV 
panics.  Instead  of  that,  we  find  it  defending  thp 
universally  acknowledged  fraud  of  the  Franklin 
Canal  Company,  and  lampooning  Penns^ylvania 
for  the  assertion  of  her  sovereignty  over  her  own 
territory  !  Such  a  Journal  is  wholly  unworthy  of 
the  countenance  of  the  great  railroad  interests  of 
this  country. 

Is  it  ?  We  will  state  the  real  i.ssue  presented  in 
the  Erie  controversy,  and  then  leave  it  for  the 
public  to  pass  sentence  upon  the  question,  whether 
we  are  true,  or  false,  to  the  interests  of  American 
railroads. 

The  doctrine  recently  put  forth  by  Governor 
Bigler,  "that  the  territory  of  Pennsylvania  ex- 
tending from  the  Great  Lakes  to  tide  water,  the 
State  has  a  right  to  interpou  her  position,  and 
make  it  available  to  promote  the  advantage  of  her 
own  people",  is  not  new.  It  is  unfortunately  a 
very  old  one.  Neither  is  the  present  the  first 
time  in  which  it  has  been  put  in  practice.  When 
the  Erie  Railroad  Company  found  that  it  could 
not  get  to  Lake  Erie,  without  traversing  a  small 
portion  of  the  State,  it  applied  for  the  right  to  do 
so.  This  at  first,  was  refused  in  accordance  with 
"Pennsylvania  Policy";  but  the  privilege  prayed 
for  was  at  length  granted  upon  the  payment  to  the 
State,  by  the  company,  of  an  annual  tux,  of  S10,< 
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000 !  At  Ihe  same  time  there  is  uot  the  slightest 
doubt  that  the  company  have  been  the  means  of 
increasing  the  value  of  the  taxable  property  of 
the  SUte,  at  least  $30,000,000  and  probably  $50,- 
000,000.  For  more  than  350  miles,  the  Erie  road 
runs  cither  upon,  or  within  a  short  distance  of 
the  northern  and  eastern  boundary  of  the  State, 
affording  a  newand  convenient  outlet  to  an  immense 
portion  of  its  territory,  previously  excluded  from 
market.  The  people  of  that  portion  of  the  State 
benefitted,  were  most  eager  to  have  the  road 
brought  to  them.  As  an  equivalent  for  the  sti 
pend  by  the  company,  neither  the  slightest  privi 
lege  nor  equivalent  was  yielded  by  the  State.  The 
latter  saw  that  there  was  a  chance  to  make  some 
money  out  of  her  "position",  and  exacted  it.  The 
act  is  precisely  the  same  in  kind,  with  the  toll 
levied  by  a  marauding  chieftain  for  allowing  mer- 
chandize to  pass  thronglj  territory  over  which  he 
exercises  sway. 

Wht'U  the  NfcwYork  Railroads  reached  Lake  Erie, 
the  subject  of  their  extension,  west,  was  necessarily 
raised.  It  was  then,  that  the  people  of  Erie  began 
to  assert  their  intention  to  participate  in  the  ad- 
vantages of  the  Peimsylvania  doctrines  of  "posi- 
tion". Encouraged  by  tlie  successful  levy  made 
upon  the  Erie  Company,  they  struck  for  higher 
game,  which  was  no  less  than  to  make  their  city 
the/ermmusof  the  Railroad,  of  New  York  and  New 
England  running  west ;  and  to  render  their  port 
the  sole  means  of  communication  between  these 
roads,  and  the  commerce  of  the  interior.  The 
following  article  taken  from  the  Erie  Gazette, 
which  was,  and  has  always  been,  one  of  the  organs 
of  Pennsylvania  exciusiveness,as  it  has  bocn  of 
the  Erie  riotens,  published  in  the  Journal  Sept. 
28th,  1850,  will  show  the  nature  of  the  claims  then 
put  forth. 

"This  road"  (the  road  running  East)  "so  grand 
ia  conception  and  so  vast  in  result,  we  would  con- 
vert not  alone  to  onr  general,  but  to  our  particular 
benefit.  Having  the  power,  we  need  only  the  dis- 
position to  do  it.  As  our  contem|>orary  of  the  Ob- 
server has  remarked,"our  county  A<>Wi  the  key  to  the 
great  western  world  and  can  turn  the  lock  so  as  to 
fitrevcr  shut  off  an  eastern  railroad  connection  with 
that  world,  if  she  chooses."  Will  we  not  exercise  this 
power  firmly, fearlessly  and judiciously,unintimidated 
by  the  nunances  of  blustering  corporations  abroad — 
uuseduced  by  the  gilded  bait  of  dollars  and  cents. 
A  golden  opportunity  is  now  presented — the  last, 
we  fear,  that  will  ever  be  offered  of  buildine  np 
Erie,  and  placing  her  in  a  position  of  honorable 
and  independent  rivalry  with  other  cities.  Let  us, 
as  citizens,  wake  up  from  our  lethargy,  our  culp- 
able indifference,  upon  this  imprrtant  subject.  Let 
U8  take  a  deeper  interest  in  it — let  us  speak  out 
boldly  and  fearlessly,  and  determine  that  foreign 
influence  shall  not  assume  and  maintain  the  direc- 
tion of  an  important  thoroughfare  through  our 
county.  Let  us  show  a  truly  loyal  spirit,  and  re- 
solve that  Erie  shall  be  something  more  than  a 
'watering  place'  on  the  great  lake  shore  iron-horse 
course." 

Such  was  the  ground  taken  by  the  people  of 
Erie  in  1850,  which  was  nothing  less  than  to  cut 
off  all  communication  betwon  the  east  and  west, 
except  through  their  harbor !  To  the  article  quoted^ 
are  added  the  following  comments,  which  show 
that  at  ihe  time  our  views  were  in  exact  harmony 
with  those  more  recently  expressed  : 

"  So,  then,  Erie  is  to  constitute  herself  an  im- 
passible wall,  which  is  to  forever  cut  off  all  con- 
nection between  the  railroads  of  New  York  and 
New  England,  amounting  to  an  extent  of  line  of 
4,000  miles,  and  those  of  the  west.  /Vr  the  bene- 
fit of  the  Erie  people  tlu  distance  from  that  place  to 


the  Ohio  State-line  is  to  be  passed  over  both  by  pas- 
sengers and  freight  by  the  old  mode  of  conveyance ; 
and  <*  tribute,  in  the  shape  of  the  increased  expenses 
of  travel,  is  to  be  paid  by  the  greater  portion  of  the 
busin^is  men  of  the  country.  Eric,  by  virtue  of  her 
position,  is  going  to  tax  every  man  and  every  pound 
of  freight,  that  must  pass  through  her  Unon.  The 
ground  taken  by  this  place  is  a  m^st  striking  illus- 
tration of  the  necessity  of  free  railroad  laws  in  every 
State.  The  doctrine  here  asserted,  if  carried  out, 
would  put  a  stop  at  once  to  the  whole  internal  com- 
merce of  the  country.  In  the  end,  to  be  sure,  it 
could  not  be  sustained  in  any  c.ose,  against  the 
united  sentiment  of  the  whole  community,  but 
until  public  opinion  could  exert  its  corrective  in- 
fluence, great  annoyance  and  inconvenience  might 
be  suffered." 

Again.  To  keep  New  York  outside  her  territory, 
the  Legislature  of  Penn.  in  1852  passed  a  law,  pro- 
hibiting the  introduction  of  the  Erie  gauge  into 
her  fVontier.  This  act  was  hailed  with  extravagant 
manifestations  of  joy,  by  the  Press  of  Philadelphia 
in  particular.  To  show  the  objects  proposed  to  be 
eflected  by  the  gauge  Law,  we  copy  the  following 
from  the  Philadelphia  U.  S.  Gazette,  which  is  ac- 
knowledged to  be  t'jc  most  influential  and  authora- 
tative  paper  in  the  State  : 

"  The  Law  it  will  be  seen,  keeps  the  New  York 
influeiice  outside  of  the  State  lines,  and  harmoniz- 
es the  railroads  of  Pennsylvania  into  one  complete 
system.  It  avoids  transhipment  within  the  State, 
and  keeps  our  grasping  neighbor  within  her  own 
bounds;  and,  by  binding[together  the  interests  of  all 
counties,  will  foster  everywhere  a  good  feeling  for 
Philadelphia.  "Where  a  difference  in  the  gauge  of 
railroads  renders  a  transhipment  at  some  point  in- 
evitable, it  should  be  fixed  near  the  boundary,  for 
reasons  so  palpable  and  convincing  as  to  require  no 
comment.  As  every  transhipment,  forced  by  a 
change  of  gauge,  is  equivalent  to  fifty  miles  of 
road,  it  is<iuite  apparent  that  it  never  should  take 
place  in  the  middle  of  Pennsylvania,  for  that  would 
turn  the  trade  of  the  northern  half  of  the  State 
away  fr'  m  us  forever. 

Philadelphia,  to  be  strong  over  the  whole  west- 
ern country,  must  first  be  strong  in  her  own  State. 
She  must  first  be  allied  in  interest  and  intercourse 
with  all  parts  of  the  commonwealth,  and  thus  ac- 
quire strength  at  home.  Her  ground  plan  of  opera- 
tion should  cover  the  whole  of  the  Slate  of  which  she 
is  the  metropolis — her  connections  with  the  improve- 
ments of  other  States  can  then  be  made  and  controll- 
ed in  such  a  manner  as  wiU  fill  her  coffers  and  swell 
h^r  commerce.  Pennsylvania  soil  should  not  be  used 
ms  a  highway  leading  to  and  from  her  rival  and 
competitor — it  should  be  ramified  by  railrcads  unit- 
ing in  Philadelphia,  as  the  human  body  is  cours- 
ed by  arteries  centering  in  the  human  heart. 

New  York  has  long  indulged  the  hope  and  expec- 
tation of  running  across  eastern  and  northern  Penn- 
sylvania, to  shorten  her  railroad  distance  to  the  Ohio 
and  the  lakes.  It  has  been  her  aim  to  penetrate 
Pennsylvania  on  the  north  with  the  six  feet  gauge 
of  track,  and  on  the  east  with  the  New  Jersey 
track  of  four  feet  ten  inches  gauge,  and  so,  while 
running  through  the  State,  secure  its  local  interior 
trade  to  the  loss  and  injury  of  Philadelphia.  But 
this  cunning  game  has  been  effectually  check- 
ed in  the  adoption  of  the  gauge  law  above  alluded 
to." 

We  give  our  comment  then  made  upon  the  above 
article  : 

"  Railroads  are  the  agents  of  commerce,  and  we 
have  always  maintained  the  ground,  that  commerce 
should  determine  the  direction  and  the  manner  in 
which  they  should  be  built,  upon  the  same  principle, 
that  the  wants  of  commerce  determine  the  model  of 
the  ship,  atid  its  destination  when  freighted.  The 
people  of  the  State  of  New  York,  have  recognized 
this  principle  to  the  fullest  extent,  in  their  railroad 
Legislation. 

The  State  of  Pennsylvania  on  the  other  hand, 
sedulously  pursues  a  different  policy,  and  seeks  to 
throw  barriers  ia  the  way  of  commerce,  and  taxes 


the  transportation,  both  of  passengers  and  merchan- 
dize, for  her  own  supposed  benefit." 

We  invite  compaiison  between  the  remarks  made 
by  us,  two,  and  four  years  since,  and  those  of  a 
more  recent  date  in  reference  to  the  Erie  matters. 
They  show[amost  perfect  consistency  of  our  views 
throughout. 

We  now  come  to  the  recent  authoratative  an- 
nouncement of  the  Pennsylvania  Doctrines  by  the 
Governor  of  the  State. 

"  It  must  be  clear  to  the  impartial  observer,  that 
the  Legislature  never  int^ended,  by  any  previous  act, 
to  authorize  the  construction  of  a  railroad  between 
the  City  of  Erie  and  the  Ohio  line.  Indeed,  the 
highest  judicial  tribunal  in  the  State  has  expressed 
the  opinion  that  no  such  authority  can  be  found  in 
the  charter  of  the  Franklin  Cansd  Co.;  and,  in  my 
opinion,  the  grant  should  hereafter  be  made  on  such 
conditions  only,  as  will  protect  and  advance  the  in- 
terest of  the  people  of  Pennsylvania,  so  far  as  they 
may  be  involved  in  the  subject.  It  so  happens  th  a 
Pennsylvania  holds  the  key  to  this  important  link  of 
connection  between  ihe  East  and  the  West,  and  It 
must  unhesitatingly  say,  that  where  no  principle  of 
amity  or  commerce  is  to  be  violated,  it  is  the  right 
and  the  duty  of  the  State  to  turn  her  natural  advan- 
tages to  the  promotion  of  the  views  and  welfare  of  her 
own  ptople. 

It  may  be  said  that  a  restriction  that  would  re- 
quire a  break  of  railroad  gauge  at  the  harbor  of 
Erie,  would  be  the  use  of  an  illiberal  principle. — 
The  answer  is,  that  the  necessity  for  a  break  of 
gauge  between  the  Ohio  line  and  the  seaboard 
exists,  as  a  consequence  of  a  difl^rence  in  the 
width  of  the  New  York  and  Ohio  Roads.  The 
only  question  to  settle,  therefore  relates  to  the 
point  at  which  it  should  occur.  I  have  been  able 
to  discover  no  reasons,  founded  in  public  policy, 
why  the  break  should  be  fixed  at  Buffalo,  that  do 
not  apply  with  equal  force  in  favor  of  Erie.  Ton- 
nage and  passengers  can  be  as  well  transhipped  at 
the  latter,  as  at  the  former  city. 

So  far  as  concerns  the  benefits  to  either  city,  in- 
cident to  a  transhipment,  the  idea  is  unworthy  of 
notice.  But  the  effects  of  a  break  of  gauge,  and 
consequent  transhipment  east  of  Erie,  upon  the  bu- 
siness of  that  harbor,  must  be  paralysing,  if  not 
fatal.  It  would  virtually  require  shipments  to  be 
made  either  at  Cleveland  or  Bufialo.  Scarcely  less 
embarrassing  would  this  arrangement  be  upon  the 
interests  of  the  Sunbury  and  Erie  Road,  or  any 
other  avenue  that  may  hereafter  connect  the  lake*, 
with  the  city  of  Philadelphia. 

It  may  be  that  neighboring  States,  possessing 
similar  natural  advantages,  would  give  them  a- 
way  for  our  benefit,  but  I  have  not  been  able  to 
discover  any  fact  in  their  former  policy,  to  justify-, 
such  a  conclusion.  I  shall  await  your  action  with' 
anxiety." 

We  have  thus  shown,  by  indisputable  evidence^ 
that  the  people  both  of  the  State,  and  of  Erie,  in-, 
tended   to  cut  off  all  communication  between  the 
Railroads  of  New  ^England  and  N.  York  and  the 
West  except  what  was  maintained  through  the  har- 
bor of  that  town.    The  right  to  build  such  road,  to'- 
use  the  language  of  Governor  Bigler,  was  steadily " 
refused.    It  was  the  failure  to  get  a  n,ew  charter; 
that  led  the  parties  interested  in  a  through  railroad 
route,  to  adopt  the  charter  of  the  Franklin  Canal 
Company,  which  was  believed  to  confer  sufficient-:; 
authority  for  a  railroad  fVom  Erie  to  the  Ohio  State : 
Line.    Under  this  charter,  the  road  was  commenc-^ 
ed  and  has  been  built.  Repeated  attempts  have  beeoc. 
made  to  stop  its  progress  by  in/Knt/um,  but  the'-, 
courts  as  often  refused  to  interfere,  on  the  ground- 
that  the  complaints  made  did  not  show  that  any ;. 
person  had  been  injured  by  the    action  of  tho; 
Franklin   Company,   consequently  that  no  caus*'^ 
for  action  existed. 

It  was  not  until  it  was  seen  by  the  people  of .. 
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Erie,  that  they  could  not  cnt  off  Uic  East  from  all 
connection  with  the  west,  that  thej.  got  up  this 
break  of  Gauge  doctriue,  for  the  purpose  of  swind- 
ling commerce,  which  Ls  the  cause  of  all  the  mis- 
chief and  disturbance  which  has  since  followed. 

The  article  copied  from  the  Journal  by  the 
Pittsburg  Gazette,  and  about  which  such  an  ado 
is  made,  is  in  entire  harmony  with  whatever  we 
hare  said  in  reference  to  the  Erie  affairs.  At  that 
time,  freight  arriring  to  or  going  from  New  York, 
had  to  break  bulk  at  Buffalo,  Dunkirk,  the  Penn- 
sylvania State  line,  and  Erie ;  four  breaks,  where 
there  should  b«  only  one.  A  much  better  arrange- 
ment would  certainly  have  been,  to  have  carried 
one  of  the  two  New  York  gauges  to  Erie,  which 
would  have  given  <^/ie  uninterrupted  rail  to  N.  York. 
We  regard  the  numerous  breaks  of  eraugos  in  this 
country  at  the  crowning  misfortune  of  our  rail- 
roads, and  we  desired  to  see  the  evil  which  they 
caused  done  away  with  as  fast  as  possible.  The 
article  shows  that  the  idea  of  a  break  of  gaug*  for 
the  benefit  of  the  brectk,  never  entered  into  our 
mind.  We  were  condemning  aU,  breaks.  In  re- 
ference to  such,  wo  said,  in  the  article  quoted, 
tha^— 

"  Where  there  arc  three  or  four  interruptions  to 
transit  of  merchandise  and  travel,  within  short 
distances,  and  at  the  most  inconvenient  places, 
ihey  will  be  found  to  rcork  a  serious  injury  to  traffic 
of  all  kinds.  We  predict  that  the  evil  will,  in  a 
short  time,  become  so  unbearable  as  to  work  out 
its  own  cure.  All  these  blundeis  must  be  reme- 
died, and  the  sooner  the  better." 

Notwithstanding  the  above,  the  article  is  quoted 
to  show  that  we  were  in  favor  of  a  break  at 
Erie! 

In  all  the  recent  discussions  which  have  taken 
place,  the  question  whether  Erie  was,  or  was  not, 
a  convenient  point  for  breaking  bulk,  for  merchan- 
dise passing  from  East  to  West,  has  never  been 
raised.  As  the  Ohio  gauge  is  carried  into  New 
York,  it  is  clearly  not  the  convenient  point.  The 
people  of  Erie,  and  Governor  Bigler,  admit  this 
fact  by  claiming  that  a  free  passage  through  the 
town  would  ruin  Its  business.  The  railroad  com- 
panies and  the  public  agree  with  Erie  and  Gov. 
Bigler.  If  it  were  the  convenient  point,  the  change 
would  take  place  there  without  compulsion.  It 
being  admitted  on  all  Ij^nds,  therefore,  that  freight 
would  not  voluntarily  stop,  the  people  of  Erie  and 
the  State  determined  to  force  it  to  do  so,  for  the 
purpose  of  mining  money  out  of  the  labor  a  trans- 
fer involves,  and  of  turning  business  from  New 
York.  It  is  against  this  doctrine,  and  this  alone, 
that  we  have  protested.  We  have  made  no  other 
issue.  The  convenient  point  of  transfer,  or  wheth- 
er any  transfer  was  required,  has  never  been  once 
alluded  to.  The  substance  of  our  reasoning  has 
been  this : — "  If  a  break  may  be  made  for  the 
benefit  of  one  place,  it  may,  with  equal  reason,  be 
made  at  another ;  consequently  commerce  is  at  the 
mercy  of  every  petty  community  through  which 
it  passes."  Against  suck  exclosiveness  wo  have 
always,  on  all  occasions,  been  a  constant  oppo- 
nent, and  have  uniformly  maintained  the  ground 
that  commerce  should  be  just  as  free  to  select  its 
routes  and  instruments,  as  far  as  works  of  internal 
improvement  were  concerned,  as  it  is  to  determiDe 
the  model  of  a  ship,  its  cargo  or  its  destination. 
This  is  our  Americanism.  It  ignores  State  Boun- 
daries altogether,  and  will  wage  eternal  hostility 
with  whatever  seeks  to  oppress  the  business  of 


the  country.  On  this  point  our  tone  has 
been  uniform,  and  we  can  see  but  little  probability 
of  any  change  ahead. 

The  writer  in  the  Gazette,  (who  by  the  way  is 
not  its  editor,  but  a  certain  railroad  official,  not 
1000  miles  from  him,)  objects  to  the  style  of  our 
articles.  "  Human  language,"  says  be  "  seems  too 
meagre  for  the  rampant  hate  and  fiendish  malig- 
nity of  the  editor."  The  following  is  the  quota- 
tion, and  the  only  one,  adduced  to  sustain  the 
above  charge : — "  Ingenuity  has  fbiuid  out  a  new 
mode  of  turning  the  position  of  the  State  to  ac- 
count ;  and  this  is,  by  compelling  every  pound  of 
freight  passing  through  the  State  to  be  lifted  from 
one  car  to  another."  If  here  is  not  a  tumble  from 
the  sublime  to  the  ridiculous,  there  never  was  on«. 
We  merely  stated  the  result  of  the  iwlicy  of  Gov. 
Bigler,  in  the  most  meagre  languagie  possible. 
The  quotation  is  characteristic  of  all  our  articles. 
The  truth  is,  the  writer  in  the  Gazette  sat  for  his 
own  portrait  when  he  thought  he  was  painting 
ours.  He  has  drawn  a  capital  likeness,  and  which 
everybody  recognizes  at  the  first  glance.  We 
do  not  write  billingsgate,  nor  do  we  let  it  into  our 
paper  when  we  can  well  help  it,  except  occasional 
ly  to  hold  up  a  mirror  for  a  person  to  see  his  own 
likeness  ia,  as  in  the  present  case. 

We  have  attacked  the  commercial  policy  of 
Pennsylvania,  and  shall  continue  to  do  so,  so  long 
as  its  obnoxious  features  remain.  Wc  utterly 
loathe  and  repudiate  the  whole  ground  upon 
which  it  is  based.  But  while  this  is  so  the  roads 
ofno  State  in  the  Union  have  occupied  a  greater 
share  in  our  columns  than  those  of  that  Stati-. — 
Even  the  Pennsylvania  road,  upon  which  it  is  ad- 
mitted the  salvation  of  Philadelphia  rests,  has  oc- 
cupied more  space  devoted  to  favoralle  notices, 
than  the  New  York  Central,  Hudson  River,  and 
Erie  roads,  altogether !  Our  notices  of  this  road 
liave  been  uniformly  favorable,  both  as  to  its  bu- 
siness prospects,  and  management.  It  is  well 
known,  that  in  private  conversation,  we  always 
expressed  a  belief  that  it  would  prove  one  of  the 
best  paying  lines  in  the  United  SUites.  Of  a  very 
different  character  have  been  our  notices  of  two  of 
the  great  New  York  lines.  '?-   :' ' 

The  roads  of  Pennsylvania  coming  into  this 
market  for  money,  have  received  the  best  support 
and  co-operation  that  wu  could  give  them.  The 
same  is  true  of  the  roads  of  Ohio  and  Indiana 
which  may  be  properly  regarded  as  legitimate  ex- 
tensions of  the  Pennsylvania  lines  of  improvement, 
such  as  the  Ohio  Central,  Ohio  and  Pennsylvania, 
Cleveland  and  Pittsburg,  Cleyelan  d  and  Mahon- 
ing, Steubenville  and  Indiana,  Cincinnati  and  Ma 
rietU,  Ohio  and  Madison,  Springfield,  Mount  Ter- 
non  and  Pittsburg,  and  Chicago  and  Port  Wayne 
Railroads.  These  roads  are  regarded  with  peculiar 
favor  by  Pennsylvania,  and  m.iny  of  them  have 
been  directly  encouraged  by  the  Pennsylvania 
Central  and  other  interests.  They  are  the  roads 
particularly  adapted  to  open  up  the  trade  of  the 
West  to  Philadelphia.  Yet  the  money  to  build  all 
these  roads  has  been  furnished  by  New  York  cap- 
iUlists.  New  York  has  opened  the  West  to  Penn- 
sylvania. But  for  the  money  tbe  former  has  fur- 
nished, the  latter  would  have,  in  a  great  measure, 
been  isolated  from  the  Great  Valley.  All  the 
Presidents  of  the  above  roads  will  do  us  the  jus- 
tice to  say  that  we  have  doije  what  we  could  to 
aid  them  in  buildmg  Pennsylvania   roads.     TTtw 


is  the  anti-Americanism,  or  anti-Pennsylvauiaism, 
that  we  are  called  to  plead  guilty  to. 
{,If  we  arc  anti- American,  there  arc  a  great  many 
in  the  same  category.  Our  course  has  met  the 
warmest  approval  of  the  very  parties  who  ars  like- 
ly to  suffer  the  most  from  it : — The  holders  of  Penn- 
sylvania securities.  The  rapid  fall  in  the  market 
value  of  these  securities,  shows  how  decided  has 
been  the  tone  of  the  public  condemnation  of  the 
Erie  outrages.  The  editor  of  the  Gazette,  instead 
of  admitting  false  and  abusive  articles  into  bis 
paper,  would  do  much  better  to  spend  his  time  in 
investigating  the  causes  that  have  produced  such 
a  sudden  and  excessive  decline  in  the  value  of 
Pittsburgh  city,  and  Alleghany  county  Bonds. 
We  are  satisfied  that  he  will  find  some  other  cause 
for  this  than  paragraphs  of  a  j^aper  published  in  p 
distant  city.  | 

RcadiBg  Rallr*«d.  '    | 

The  earnings  for  the  year  ending  Nov.   80th, 
1853,  were  from  the  following  sources  : 

Earnings  from  pa.^engers S225,763  33 

Earnings  from  mercbaadise  car- 
ried   180,011  80 

Earnings  from  coal,  carried  atSl  42 

X  per  ton 2,254,694  17 

Earnings  from  mail,  etc 27,218  29 


ToUl  earnings $2,688;J87  6(9 

Deduct  working  expen- 
ses  «1,056,661  53 

Deduct    drawbacks, 
etc 105,985  99 

Deduct  interest  and  re- 
newal       678,888  23 

1,901,426  76 


Leaving  for  dividend  fund S786,8C1  84 

Add  balance  dividend  fund,  1832. . .         2,116  66 


r 


Total  dividend  fund $788,977 

Which  has  been  disposed  of  as  follows : 
Dividend  on  preferred   stock,  July 

1853,  and  January  1864 108,626  00 

Dividend  on    common  stock,  July 

1853 172,934  83 

Paid  State  tax  on  dividend  Dec.  1852, 

and  July  1853 23,283  11 

Paid  sinking  funds  for  bonds,  1836 

and  1800 25,000  00 

Paid  sinking  funds  for  bonds,  1849 

»nd  1870 76,000  00 

Paid  for  balance  at  the  Dr.  of  interest 

account 101,400  29 

'  $506,244  83 

Leaving  for  balance  of  dividend  fund  - 

for  1853 S283,732  67 

A  dividend  of  Z}4  per  cent  has  since  been  de- 
clared upon  the  common  stock,  for  January,  186|l, 
which  makes  seven  i)er  cent,  for  the  year,  on  all 
the  stock,  and  leaving  a  surplus  of  dividend  fund 
on  hand  of  $52,152  89.  The  sinking  fund.<«  give 
a  fund  for  distribution  in  common  stock  of  1}^  per 
cent  on  both  stocks,  in  addition  to  the  cash  divi- 
dends, and  leaves  a~ surplus  ef  $1,075  29  for  the 
preferred,  and  $43,094  97  for  the  common  stock, 
for  future  division.  The  gross  receipts  for  1853 
exceed  those  of  1862  by  $207,661  18. 

Those  from  coal  being  in  excess $104,017  (K> 

Those  from  passengess,  in  excess 67,833  04 

Those  fVom  merchandise,  in  excess..      41,648  19 
Those  fV-om  United  States  Mail,  etc. .        4,662  12 


$207,661  18 

The  expenses  in  each  department  are  less  than 

in  1852,  giving  increased  net  profits  of  $213,76(2< 

78.  r 
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Trade  of  St.  LouU  and  of  Alton. 

From  the  sta^Ucs  of  trade  of  St.  Louis  for 
]853,  wo  gather  the  following  facts,  showing  the 
source  of  the  products  arriving  at  that  city.  In- 
cidentally, it  affords  a  statement  of  the  business 
of  Alton: 

Flour. 
From  the  Missouri  river,  bbls 9,264 


From  the  Illinois 

From  Alton  ,  .    "    . 

Wkiikey. 
From  the  Missouri  river,  bbls . 
From  the  Illinois        "         "     . 
From  Alton  "    , 

-  ,  ■       •    -    •  .      Corn. 


45,131 
27,003 
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20,835 

7.860 


to  Bridgeport.  The  Beaver  extension  is  estimated 
to  cost  $515,667  67,  and  the  Wheeling  extension 
S740,169  29.  The  amount  expended  for  gradua- 
tion on  the  Wheeling  line,  to  Dec.  31,1863  was  es- 
timated at  $108,416  89.  The  amount  expended 
on  the  Beaver  line  was  $50,923  68. 

Annual  Report  of  tlie  Sontb  Carolina 
Railroad. 

The  Charleston  papers  contain  the  annual  re- 
port of  the  President  of  the  Charleston  and  Ham- 
burg Railroad,  including  the  Columbia  branch. 
According  to  the  report,  the  income  for  the  year 
from — 
Passage,  freight,  mails,  etc $1,215,279  21 


1863,  wwe  $8,823,867  17;  expenditures,  $7,927 ,- 
740  88 ;  excess  of  receipts,  $896,110  20.  The 
assets  in  the  bands  of  the  city  amount  to  $4,601,- 
167  18;  besides  a  sinking  fund  of  $484,969  33, 

The  assessed  value  of  the  real  and  personal  pro- 
perty of  the  city  in  the  years  1852  and  1863  was 
as  follows  : 

1852.  1863,  Increase. 

Real  estate,  $253,186,753  $294,662,795  $41,466,042 
Personal  "       98,620,042    119,034,137    20,614,096 


From  the  Missouri  river,  sacks 31,378  h^^<^  '^^  expenses  of  the  manage- 


From  the  Illinois 
From  Alton 


163,813 
57,862 


Oa/.'?. 


From  the  Missouri  river,  sacks 3,910 

From  the  Illinois        "          "    121,939 

From  Alton                            "    47,648 

Wheat. 

From  the  Missouri  river,  sacks 104,817 

From  the  Illinois        "          "     466,612 

From  Alton                            "     42,390 

Hogs. 

From  the  Missouri  river 4,360 


ment,  ordinary  and  extraordinary,  • 

(the    ordinary   equal    to  43  per 

cent.) 656,636  88 


2,679 
10.436 


From  the  Illinois 

From  Alton  

Hay. 

From  the  Missouri  river,  bales 

From  the  Illinois  "         " 

From  Alton  " 

■■''•'■  ■    ;,  Potatoes. 

From  the  Missouri  river,  sacks 
From  the  Illinois         " 
From  Alton  " 

Horses. 

From  the  Missouri  river 

From  the  Illinoi.«)        " 

From  Alton  , 

Cooperage. 

From  the  Missouri  river,  pieces 16,140 

From  the  Illinois         "  "      34,296 

From  Alton  '         "     23,203 


7,069 
6,573 

675 
11,113 
43,489 

231 
214 

383 


Leaving  a  balance  of. ..... . .  ......     663,742  33 

Out  of  which   have  been  provided 

interest  on  foreign  and  domestic 

debt,  and  for  claims  for  damages, 

etc - 199,773  72 


And  the  remainder 463,968  61 

Has  afforded  two  dividends  of  4  per 
cent,  each,  amounting  to 311,376  00 


Cleveland  and  Plttebargh  Railroad. 

We  have  the  sixth  annual  report  of  this  company, 

and  learn  that  the  entire  earnings  of  the   road  for 

the  year  ending  December  31,  1863, 

were $432,682  46 

And  the  cast  of  operating 165,404  68 


Leaving  net  earnings $267,277  78 

The  present  amount  of  stock  is  J. . .   $1,979,100  00 

The  funded  debt |...      1,142,200  00 

Balance  of  temporary   bonds  and 

other  accounts 158,008  29 


And  transferred  a  balance  of $162,692  61 

To  the  credit  of  surplus  income  for  the  year. 
Mr.  Caldwell,  the  President  of  the  company, 
says  the  road  will  require  extensive  improvements 
during  the  present  year.  The  injuries  done  to  the 
Columbia  branch,  near  the  Congaree,  by  the 
freshets  of  1862,  have  not  yet  been  fully  repaired. 
The  President  adds : 

"  During  the  past  year  the  Savannah  river  at 
Augusta  has  been  crossed  ;  its  beneficial  influence 
upon  our  business  has  been  already  sensibly  felt, 
and  we  confidently  look  for  a  larger  future  acces- 
sion to  it,  and  for  an  increasing  social  and  com- 
mercial intercourse  between  the  two  States.  Our 
afiairs  have  been  conducted  there  with  regularity 
and  despatch." 

Finances  of  the  City  of  Hemr  York. 

The  operation.s  in  the  sinking  fiind  for  the  re- 
demption of  the  city  debt  were  as  follows,  during 
the  year  ending  July  31,  1863  : 

Receipts $743,299  52 

Balance,  Aug.  1,  1862 713,292  41 


Total,.  $361,706,796  $413,686,932  $61,980,137 

Trade  of  Oavrego. 

The  receipts  of  flour,  wheat  and  lumber,  from 
Canada,  for  three  seasons,  compare  as  follows : 
1861.  1852.        1868. 

Flour,  bbls....       269,875        193,190        113,007 

Wheat,  bu 676,803     1,362,482     1,781.168 

Lumber,  ft....  62,627,843  75,600,000123,536,747 

The  following  statement  shows  the  quantity  of 
flour,  wheat  and  lumber  received  at  Oswego  and 
Buffalo  during  the  year  1858,  with  the  total  of 
both: 

Oswego.        Buffalo.        Total. 
Flour,  bbls..         891,215        976,667       1,366,972 
Wheat,  bu...      7,436,391     6,424,048    12.860,434 
Lumber,  ft..  136,434,236   80,296,789  224,729,024 

Comparative  statement  of  the  total  tonnage  of 
property  cleared  from,  and  received  at,  Oswego, 
by  canal,  for  three  seasons : 
1861. 

Cleared 896,447 

Received 180,715 


1852.        1863. 
400,695      495,652 
179,415      221,469 


$1,456,691  93 


Redemption  of  water  loans $799,860  00 

Invested  in  fire  indemnity  stock 600,000  00 

26,718  43 


Total  of  receipts  and  expAidi- 
tures $3,279,908  29 

Of  the  stock  as  above  stilted  $218,000  were  is- 
sued as  a  loan  to  the  Tuscarawas  extension,  leav- 
ing $1,761,000  invested  in  th«  main  line. 

The  Tuscarawas  extension  leaves  the  main  line 
at  Bayard  and  will  run  31.1  miles  to  New  Phila- 
delphia. The  estimated  co.st  of  Road-bed  and  su- 
perstructure is  $624,985  25.  Six  miles  have  been 
opened  and  six  more  are  laid  with  iron,  while 
nearly  all  the  grading  is  finished.  The  estimate 
of  work  unfiiiishcd  is  $42,797  58,  wUich  added  to 
the  amount  expended  falls  nearly  $30,000  below  the 
estimated  cost. 

Of  the  Beaver  and  Wheeling  extensions,  the 
former  is  22|^  miles  in  length,  from  Wellsville  to 
Rochester,  and  the  latter  41  miles  from  Wellsville 


1,426,568  43 


Balance  on  hand,  Aug  1,  1853 $30,023  50 

The  operations  in  the  sinking  fund  for  the  pay- 
ment of  interest  of  the  city  debt  are  as  follows : 

Receipts $933,191  32 

Balance,  Aug.  1,  1862 398,162  36 


Total  No.  tons. ..  576,162    680,110     717,013 
Comparative  statement  of  the  total  value  of 
property  shipped  fVom,  and  received  at,  Oswego, 
by  canal,  lor  two  seasons : 

-£;'^vsv.>t'^^i^?-.     1852.  1863. 

Property  cleared $10,746,037  $14,211,098 

Property  received 16,415,334     20,266,064 


Jjt Total  value $27,161,871  $34,476,162 

Comparative  statement  of  tolls  collected  at  Os- 
wego, for  two  seasons : 

1853 $392,730  71 

1852 : 314,486  88  •*< 


Increase  in  1863 $78,293  83 


Terrc  Haute  and   Rlekmond  Railroad. 

The  income  of  the  company  for  the  last   fiscal 
year,  ending  Dec.  31,  1863,  is  as  follows  : 

Passengers $109,130  96 

Freights •    58,244  70 

Mails  and  Expresses . .' 10,600  31 


Paid  interest $776,977  88 

Redeemed     i  e  v  e  n  u  e 
bonds 200,000  00 


$1,331,363  67 


976,977  88 


Balance  on  hand  Aug.  1,1863 $364,375  79 

Total  city  debt  Aug.  1,  1853 $18,960,866  00 

Of  which  have  been  re- 
purchased   $3,692,548  00 

Also  securities 942,490  22 

$4,635,038  22 


Debt  unprovided  for $9,326,817  78 

The  total   receipts  of  the  year  ending  Dec.  31, 


Total  receipts $177,976  97 

Expenditures  for    operating  and  re- 
pairs of  road 66,331  37 


Nett  earnings,  1863 $111,644  60 

Nett  earnings,  1862 71,466  06 

Increase $40,178  55 

Number  of   through    passen- 
gers  32,156 

Number  of  way  passengers . . .  66,666  .  i 


Total  number  of  passengers. . .  88,821 
Number  of  miles  run  by  passenger 

train 

Number    of    miles    run    by    freight 

train 

Number  of  miles  run  by  Gravel  and 

ditching  trains 


Total  number  of  miles  run . 


50,306 

47,020 

32,139 

129,466 
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GENERAL   ACCOUNT. 


Dr. 


CoBStructioD $1,414,284.50 

Union  depot  and  track. .       ,21,241.46 


Bills  receivable 

Mail  transportation 

Due  from  other  roads . . . 

Vigo  county  bonds 

Trea8urer,(cash  on  band) 

Cr. 

Capital  stock 

Seven  per  cent,  bonds, . . , 
Six  per  cent,  bonds 


$1,435,525.95 
9,504.20 
1,825.00 
4,091.06 
11,400.00 
8,240.83 


-1470687.04 


.  $738,660.00 
.  600,000.00 
.     28.600.00 


Certificates  of  interest  on 
stock,  outstanding. 

Bills  payable 

Dividends  unpaid 

Dividend,  No.  3 

Sundry  Accounts 

Surplus 


$1,367,250.00 

484.86 

38.774.20 

'864.63 

29,546.00 

4,%2.32 

28,706.03 


-1470587.04 


"■■'■'■•  Trade  tff  Nevr  Tark   Canala* 

The  following  table  shows  the  leceipts  from 
tolls  on  all  the  canals  of  the  Stat«,  for  the  fiscal 
year    ending    on    the    30th  day  of   September, 

1863:  ;•;;,.;■..   ^ 

Erie  canal .■  .i. ..,..'/... . $2,833,970 

Champlain  canal 120,998 


Oswego  canal . 

Cayuga  and  Seneca  canal 

Chemang  canal 

Crooked  Lake  canal 

Chenango  canal 

Genesee  Valley  canal 

Oneida  Lake  canal 

Black  River  canal 

Cayuga  Inlet  and  Baldwinsville  ca- 

niil 

Oneida  River  ImproTement 


70 
05 
99 
59 
18 
06 


97,297 
24,849 
19,603 

1,391 
20,208  18 
31,230  71 
11,571  67 

4,648  71 

1,127  42 
37,630  47 


Total $3,204,718  06 

The  receipts  from  tolls  during  the  past  thre« 
years  were  as  follows :  \v-, 

1861 $3,329,304  60 

1862 3,118,244  39 

1868 3,204,718  06 

There  are  887  miles  of  completed,  and  65  miles 
of  uncompleted  canals  in  the  State.  The  total 
tonnage  that  has  passed  over  the  canals  is  3,062,- 
251  tons,  showing  an  increase  over  1862  of  295,- 
908  tons ;  ovr  1861  of  607,146  tons. 

1852.  1863. 

The  value  of  property  ar- 
riving at  tide  water..  ..$66,898,1 02 $74,643,061 
Value  of  property  going 
from  tide  water 118,896,444  114,890,801 


The  amount  expended  during  the  year  1852  was 
$824,633  63,  and  for  the  past  fourteen  years,  $8,- 
116,121  65. 

Alabama  and  Teaneasee  Railroad. 

The  annual  report  of  this  company,  presented 
to  the  Stockholders  on  Dec.  5.  1863,  gives  the  fol- 
lowing general  facts  relative  to  the  progress  and 
condition  of  their  work. 

On  the  fourth  of  July  last  the  road  wa.«i  opened 
to  Montevallo,  55J  miles  from  Selma.  From  Mon- 
tevallo  to  the  East  bank  of  Coosa  river,  29^^  miles, 
the  grading  and  masonry  arc  under  contract  to  be 
finished  by  the  first  of  July  next.  From  Coosa  to 
Gadsden,  82^8  miles,  all  but  24^*4  miles  are  under 
contract. 

From  Selma  to  Montevallo  the  graduation,  ma- 
sonry,bridging  and  superstructure  have  cost  $571,- 
804  26,  or  $10,.334  43  per  mile.  Tlie  amount  ex 
pended  for  depots,  equipment,  engineering  &c.,  is 
$145,272  51.  From  Montevallo  to  Coosa  river,  in- 
cluding the  bridge  across  Coosa,  it  is  estimated  t<i 
require  for  graduation,  bridging,  masonry  and  su- 
perstructure $627,841,  of  which  $122,051  have 
been  paid  in  cash  and  stock,  leaving  $406,790  to 
be  expended. 

From  Coosa  to  Gadsden  the  estimate  for  the 
roadway,  including  the  same  items  as  specified  for 
the  other  division,  is  $606,695.  of  which  $166,662 
have  been  paid,  leaving  $441,033  to  be  applied  to 
that  portion  of  the  work. 

The  earnings  of  the  road  in  operation  up  to  No- 
vember Ist,  1863,  were  $37,536  61,  the  e.Tpens«5 
$31,889  57,  leaving  net  earnings  of  $5,646  04.— 
Besides  these,  the  road  has  done  a  business  in 
transportation  of  materials  for  construction,  for 
which  $21,312  have  been  charged. 
The  road  has  received  in  cash  on 

subscriptions $460,704  94 

From  State,  in  cash 178,016  24 

Contracts  in  Stock,  estimated 87,021  00 

Donated  lands  from  individuals 13,000  00 


Sales  of   Bonds,  500  of 

Railroad     and    60    of 

Selma  city $612,494  12 

Discounts,    conomissions, 

&c 37,606  88 


$728,742  18 


-650,000  CO 


Bonds  to  be  issued $338,450  00 

Selma  city  Bonds  due . . .       35,000  00 

Stock  subscripitions  due    617,844  06  891,294  06 


Total $185,789,546S188,533,862 

Increase  over  1862 $2,744,31 6 

The  following  were  the  expenditures  of  all  kinds 
during  the  fiscal  year;  also  from  the  30th  Septem- 
ber to  date : 


1863. 

Erie  canal.. $39,685 

Erie  canal  enlargement. .  501,118 

Black  River  canal 27,793 

Genesee  Valley  canal ....  120,116 

Champlain  canal 2,217 

Oswego  canal 230,376 

Chenango  canal.... 254 

Chemung  canal 6,986 

Chemung  canal  feeder. . .  6,877 
Cayuga  and  Seneca  canal  14,328 
Baldwinsville  canal 2,982 


From  Sept.  30. 

19    $12,092  17 

209,367  20 

16.011  40 

43,334  28 

1,237  55 

69,997  38 

660  00 

75  00 


11 
73 
38 
66 
53 
16 
46 
29 
26 
33 


18,680  00 


ToUl $961,726  07  $371,281  98 


$2,170,036  24 

The  entire  road  from  Selma  to  Gads- 
den is  estimated  to  cost,  equip- 
ped         $2,900,000 

Of  which  there  remains  to  be  rais- 
ed   948,346. 

Of  this  sum  there  can  be 
obtained  on  bonds  un- 
issued   $338,460 

And  it  is  proposed  to  ob- 
tain a  State  loan  of. . .     500,000- 


-$838,450 


Adding  balances]due  on  work  in  pro- 
gress  * 


$109,895 
170,676 


Leaving  to 
sources. . . 


be  raised  from  other 


$280,470 


It  is  believed  that  by  suitable  exertions  this  last 
sum  can  be  raised  by  individual  snbscription  . 
while  the  company  might  also  reason-ably  hope  to 
receive  subscriptions  from  counties  in  the  incorpo- 
rate capacity,  in  view  of  the  aid  of  this  character 


bama  and  in  other  States,  to  similar  enterprises. 
The  value  of  real  estate  in  the  counties  intersected 
by  the  Alabama  and  Tennessee  railroad  has  been . 
enhanced  as  much  aa  the  most  zealous  friends  of  the 
latter  have  ever  anticipated. 

The  prospects  of  this  road,  are  not,  of  course, 
to  be  measured  by  its  present  am<IUion.  Being 
only  in  the  intermediate  stages  of  construction  it 
has  not  yet  attained  a  position  to  accomplish  re- 
rults. 

The  discharge  of  the  productions  of  the  coon-  i 
try  which  it  has  "now  reached,  is  periodical,  not 
continuous.     The   heavy   dcim    business  of  la.st  '. 
winter  was  forced  into  other  outlets,  in  the  absence 
of  the  railroad  facilities  which   this  work  is  just 
beginning  to  supply.     Its  opening  t«  MonteTwllo, 
consequently,  in  July,  was  not  contemporary  with 
the  flood  of  that  tide  which  must,  hereafter,  flow 
with  successively  increasing  volume  through  this  . 
channel.    And  again,  the  early  date  of  the  Report 
conceals  the  results  of  the  business  which  is  aeek-  i 
ing  the  ro-od  at  the  present  time.      -■   ■  .<,•■•-•      j 

But,  that  the  road  is  destined  to  do  an  import- 
ant business,  there  can  l>e  no  doubt.  It  runs 
through  a  country  abundant  in  natural  resources, 
and  has  already  reached  a  stage  where  these  will 
become  available.  And  it  will  comm.and  yet  more 
important  points  before  the  next  periodical  flow  of 
freight,  by  the  extension  of  the  road  across  the 
Coosa  river.  This  is  expected  to  be  completed  in 
September  of  this  year.  Besides  the  agricultural 
interest,  at  present  the  most  important  in  Alaba- 
ma, the  coal,  iron  and  lime  accessible  in  Bibb  and 
Shelby  counties  will  soon  become  an  important 
addition  to  the  business  of  the  road,  and  such  as 
will  be  nearly  continuous  in  movement  throughout 
the  year. 

While  this  road  has  availed  itself  of  those  features 
of  its  route  naturally  favorable  for  cheap  constmc- 
tion,  it  has  been  built  in  the  most  permanent  man- 
ner, such  as  is  characteristic  of  Northern  roads. — 
Much  of  the  work  has  been  done  in  "  working 
out"  stock  subscriptions,  by  men  whose  homes  and 
property  are  contiguous  to  the  road.  Indeed,  both 
the  capital  and  labor  for  the  construction  of  the 
work  have  been  well  supplied  from  local  resources, 
and  when  the  road  shall  have  been  completed  its 
bonds  will  be  secured  by  an  investment  upon 
which  nearly  three  times  their  whole  amount  has 
been  economically  and  profitably  expended.  | 

Looking  to  the  time  when,  besides  the  full  de- 
velopment of  its  local  resources,  the  Alabama  and 
Tennessee  railroad  shall  have  completed  its  ulti< 
mate  connections,  and  thereby  secured  its  im- 
portant position  in  the  great  lines  of  railroad  con- 
necting all  the  Northern  and  [the  most  important 
of  the  Western  States  and  cities  with  Mobile  and 
New  Orleans,  it  may  be  safely  said  that  no  other 
part  of  these  lines  coincides  more  nearly  with  the 
natural  direction  of  the  trade  which  they  aim  to 
control,  none  upon  which  a  larger  or  {better  bu.si- 
ness  can  be  created,  and  few  which  have  better  fa- 
cilities for  cheap  and  expeditious  operation  and 
consequently  with  these  combined  advantages,  ^ 
better  promise  to  their  stockholders.  j 

Profits  of  IiOComotlTs  B«tldlnf  in  the  UToetl 


.  -  J. 


The  Menomonee  Machine  Shop,  a  small  estab- 
lishment in  Milwaukee  which  has  built  most  of  the 
Equipment  ef  the  Milwaukee  and  Mississippi  road, 
has  declared  a  dividend  to  the  stockholders,  to 

which  has  been  extended,  both  by  connties  in  Ala- [the  amount  of  30  per  cent,  on  the  tapital  paid  in. 


102 


AMKAICAN    RAILROAD    «POURNALi. 


Coao«ntratlon  of  Poirert  ••  applied  to  the 
leadlAK  N««v  Baclaad  roada. 

■~:  BT  ZCRAH  COLBCRN. 

Id  the  progress  of  railroads  there  has  been   a 
natural  tendency  to  increase  the  capacity  of  tht 
motire  power,  by  which  is  understood  an  increase 
in  the  dimensions  of  the  steam  generating  and 
steam  consuming  parts  of  the  locomotire,  and  ne- 
cessarily an  increase  of  weight.    But  this  tendency 
must  soon  And  a  limit,  with  a  given  construction 
ot  locomotive,  in  the  economical  resistaTice  of  th<' 
rails.     The  original  locomotive  had  but  a  single 
pair  of  driving  wheels,  these  being  all  that  were 
then  required  to  support  half  the  engine  and  t<> 
afford  the  neces.sary  adhesion.     And  although  the 
weight  of  the  locomotive  has  been  since  increased 
three  or  four  hundred  per  cent,   this  general  prin- 
ciple  of  the   distribution  of  weiglit  still  govern* 
the  construction  of  pa.ssengcr  engines  in  England. 
Engines  having  from  11,000  to  14,000  lbs.  upon  a 
single  driving  wIkh;!,  and  with  some  classes  of  en 
gincs,  as  much  as  12,800  lbs.  ui»ot»  a  single  lead- 
ing wheel,  ;»rr  not  uncommon.     For  the  ordinary 
class  of  express  engines,  a  wciglit  of  12,500  lbs.  on 
each  driving  wheel  is  a  common  allowance.  Every 
effort  has  been  made  to  increase  the  sjfecU  of  these 
engines,  while  from  this  reason  and  the  increase 
of  trafSc,  a  much  greater  number  of  engines  has 
been  run  than  formerly.    Hence  the  destruction  if 
rails  and  road-bed  which  was  originally  measured 
by  years  is  now  the  work  of  months  or  weeks.  In- 
deed, by    1847,    the  "depreciation   of  permanent 
way"  had  become  so  alarming  in  England  that 
stockholders  brgun  seriously  to  doubt  the  value 
of  their  investments,  and   this  as  much  as  any 
other  cause,  disclosed  the  fatal  results  of  the  over 
construction  of  railways  in  Great  Britian. 

As  a  reaction  upon  this  system  a  number  of  en- 
gineers at  once  advocated  the  use  of  "light  engines", 
and  many  were  built  and  tested,  which  under 
good  circumstances  performed  well  for  traios  of 
corresponding  weight.  But  from  the  abscence  of 
that  surplus  of  power  which  as  important  equip- 
ment of  locomotives  always  requires,  to  be  reliable 
under  all  circumstances,  it  was  soon  shown  that 
the  potpcr  must  still  maintain  an  ascertained  ratio 
to  the  resistance,  and  that  the  essential  parts  of 
the  engine  could  not  be  altered  so  as  to  involve 
much  less  absolute  weight  than  before.       '       "! 

Yet  it  was  true  that,  by  the  system  of  motive 
power  partially  established  in  our  own  country,  a 
considerable  reduction  of  weight  for  a  given  power 
could  be  made,  while  the  absolute  weight  could  be 
distributed,  so  that  it  should  not  exceed  a  minimum 
upon  a  single  point.  These  important  results  were 
attained  in  the  use  of  the  "outside  connection"  of 
the  piston  and  crank,  and  in  the  "coupled  driv- 
ers". These  two  features  were  distinctive  and 
might  be  claimed  as  the  basis  of  the  American 
system  of  motive  power. 

On  many  of  the  roads  In  this  country,  however, 
a  construction  of  engine  which  was  a  mean  be- 
tween the  extremes  of  both  systems,  had  become 
generally  established.  This  was  the  eight  wheel 
plan,  having  two  pairs  of  connected  drivers  and 
a  truck  frame.  It  was  such  a  plan  as  was  suited 
for  the  heavy  passenger  business  of  any  road,  but 
which,  without  possessing  the  merits  of  adapta- 
tion, had  keen  also  impressed  into  freight  service. 
Where  it  was  combined  with  the  "inside  connec- 
tioo"  the  power  coqld  not  be  materially  increa»©4 


without  involving  considerable  concentration  of 
kveight,  and  the  result  was  an  approach  to  those 
which  bad  proved  sn  disastrous  in  England:  But 
while  the  result  was  nearly  the  same  it  was 
lifFerently  manifested.  Instead  of  concentrating 
our  power  by  the  desperate  English  means  of  a 
concentration  of  weight,  our  engines  were  kept 
at  the  ordinary  limits  imposed  by  the  double 
crank,  and  by  that  of  "four  tons  to  a  wheel",  while 
to  make  up  for  this  deficiency,  as  a  matter  of 
course,  a  greater  number  of  engines  had  to  be 
omployed.  The  first  reaction  of  the  English  sys- 
tem extended  to  our  own,  and  many  railroad  men 
were  content  to  believe  that  "light  and  frequent 
irains"  were  the  true  conservators  of  economical 
operation. 

While  I  shall  hereafter  show  all  the  advantages 
which  can  be  claimed  for  the  system  last  named, 
[  shall  now  proceed  to  examine  the  tost  of  its  ai>- 
(dication  to  the  working  of  int«<rior  roads,  and 
those  relying  u|>ou  a  through  business.  I  shall 
also  show  its  operation  on  undulating  roads  having 
severe  grades. 

The  system  will  bo  considered  especially  with 
reference  to  working  freight. 

The  cost  of  transportation  governs  the  profits 
both  of  transporting  and  often  those  upon  the  ar- 
ticles transported.  The  cost  of  railroad  transpor- 
tation is  increased  less  with  the  capacity  of  mo- 
tive power  and  of  trains  than  with  the  number  and 
mileage  of  engines,  and  the  s]>eed  at  which  they 
are  worked.  The  chief  items,  forming  much  more 
than  one-half,  of  the  cost  of  running  trains  arc  the 
repairs  of  road,  repairs  of  engines,  wages  of  engine 
and  train  hands,  and  fuel.  For  instance,  in  1852 
the  cost  of  running  a  freight  train  of  222  tons,  or 
73  tons  of  freight,  for  100  miles  upon  the  Eric 
road  was  as  follows 

Cost  of  maintaining  way $12  19 

Repairs  of  loc«iraotives 7  62 

Engine  and  train  hands 12  70 

Fuel  and  cost  of  preparing 13  87 

Oil  for  engines 2  19 


All  other  expenses . 


$48  47 
.   25  32 


Total $73  79 

Again,  the  transportation  of  freight  upon  the 
Baltimore  and  Ohio  road,  for  the  year  1852,  shows 
the  following  result  per  ton  per  mile : 

Repairs  of  road  and  bridges -296  cent. 

"  "engines- 104     " 

Wood  and  coal  including  labor -094 

Oil  and  waste  for  engines '036 

Engine  and  train  hands '161 


CI 


•690 
*All  other  expenses '248 


.'to  : 


•933 


*  It  is  necessary,  before  proceeding  any  farther, 
to  state  that  although  the  power  or  capacity  of  the 
Baltimore  and  Ohio  engines  is  greater  than  that  of 
the  Erie  engines,  yet  the  grades  and  curves  of  the 
former  road  are  so  severe  as  to  ofi^tt  the  advan- 
tages of  concentrated  power.  The  whole  expense 
per  ton  moved,  of  operating  the  engines  and  main- 
taining the  road  are  generally  no  greater  upon  the 
Baltimore  and  Ohio  road  than  upon  the  Eric  ;  in 
fact,  a  jwrtion  of  the.se  ex pen.ses  is  le.ss;  but  from 
the  flifforent  character  of  much  of  the  freight 
moved  on  the  former  road,  and  the  l)etU!r  con- 
struction of  freight  cars,  the  expenses,  other  than 
those  of  the  road  and  engines,  are  much  less,  so 
that  the  first  class  of  expenses,  although  not  abso- 
lutely greater  than  oa  the  Erie  road,  is  relatively  «o. 


Of  that  class  of  expenses  which  I  have  shown  to  • 
form  from  one-half  to  three-fourths  of  the  whole 
cost  of  moving  freight,  the  increase  is  not  propor> 
tional  to  the  capacity  of  the  engine  or  trains,  but 
is  almost  wholly  dependent  on  their  number  and 
mileage,  more  especially  upon  their  numier. 

The  wear  of  road  and  bridges  is  caused,  to  a 
great  extent,  by  the  locomotive,  the  weight  on  the 
wheels  of  which  is  twice  per  wheel  of  those  of  the 
cars,  while  the  engine  has  to  force  itself  over  the 
rails  by  its  adhesion,  instead  of  being  drawn. 
Again,  the  engine,  being  at  the  bead  of  the  train, 
gives  the  blow  which  first  disturbs  the  resistance 
of  the  rails  and  road  bed.  Except  the  weight  be 
excessive  upon  a  single  wheel,  a  great  part  of  the 
wear  would  be  no  more  with  an  engine  of  thirty 
tons  weight,  than  with  another  of  twenty.  With 
the  same  engine,  however,  the  wear  is  increased 
in  a  rapid  proportion  to  the  speed,  while  the  useful 
load  is  at  the  same  time  diminished. 

The  wear  of  engines  is  well  known  to  be  more 
in  proportion  to  the  number  and  disposition  of 
their  parts,  than  to  their  size.  There  is  so  much 
room  to  reduce  the  cost  of  repairs  of  freight  en- 
gines by  using  the  outside  connection,  iron  tubes, 
chilled  tire,  etc.,  that  a  great  increase  of  power 
could  be  obtained  with  these  advantages  without 
increasing  the  ruling  rates  of  engine  repairs.  In 
practice,  those  roads  which  use  the  heaviest  eight 
or  ten  driver-engines,  conduct  their  repairs  the 
cheapest. 

Fuel  is  not  consumed,  in  practice,  in  proportion 
to  the  expenditure  of  steam.  A  very  large  pro- 
portion of  fuel  is  almost  necessarily  wasted ;  being 
lost  in  getting  up  steam,  in  waiting  at  stations,  by 
blowing  off  steam,  by  priming,  by  leakage  in  the 
boilers,  by  condensation  of  steam,  by  the  entrance 
of  cold  air  in  firing,  and  by  other  causes,  nearly 
all  of  which  sources  of  loss  are  exactly  propor- 
tionate to  the  number  of  engines.  The  careless- 
ness, and  consequently  the  waste  of  firemen  is 
proportionatM  to  their  number. 

So  with  oil  and  waste,  the  expenses  for  which 
are  nearly  proportional  to  the  number  of  parts  to 
which  they  are  applied,  and  the  number  of  hands 
applying  them. 

The  wages  of  enginemen  and  firemen  are  almost 
exactly  in  proportion  to  the  number  of  engines. 

The  number  of  train  hands  is  nearly  in  propor- 
tion to  the  number  of  trains  run.  One  conductor 
is  required  on  every  train,  no  matter  how  short ;  a 
single  brakeman  can  control  more  brakes  on  a 
long  train,  while  every  train  requires  one  brake- 
man  on  the  last  car. 

The  capital  invested  in  engines,  engine  houses, 
turn  tables,  turn  outs,  shops  and  stationary  ma- 
chinery, and  very  often  in  second  track,  is  nearly 
proportional  to  the  number  of  engines  used.  While 
the  destructive,  and  often  fatal  results  o{  accidents, 
increase,  under  a  given  system,  in  a  close  propor- 
tion to  the  frequency  of  trains. 

In  comparing  the  expenses  of  heavy  against 


By  "a  better  construction  of  freight  car,"  I 
mean  that  those  of  the  Baltimore  and  Ohio  Rail- 
road have  outside  bearings  which  permit  the  use 
of  oil  tight  boxes,  and  a  consequent  great  saving 
in  removing  bo-xes  and  in  oiling.  These  cars  have- 
also  a  "  through  draw  rod,"  by  which  the  whole 
train  is  connected  by  a  continuous  iron  bolt,  and 
no  car  is  strained  beyond  its  own  weight.  Again, 
the  narrower  gauge  of  the  Baltimore  road  saves 
something  in  wear  of  wheels  and  axles,  especially 
on  curves  of  equal  rudil  ou  both  ro»df, 
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lif  ht  engines ;  or  engines  intended  for  slow  speeds 
with  those  which  run  at  a  rapid  rate,  the  usual 
reference  to  the  "  miles  run"  is  not  correct,  as  the 
bwivj  or  the  slow  engine  does  perhaps  twice  tke 
■work,  and  therefore  earns  twice  as  much  per  mile 
as  would  the  other  engines  in  the  same  distance. 
If  it  costs  SI  00,  per  mile  run,  by  trains  carrying 
200  tons  of  freight,  and  it  costs  67  cents  for  trains 
carrying  60  tons,  the  full  train  is  of  course  the 
cheapest.  jI^";''  Vl""  : 

If  a  large  proportion  of  power  is  to  be  absorbed 
by  heavy  and  coBtinuous  grades,  such  as  cannot 
easily  be  surmounted  by  a  moderate  increase  of 
pressure  or  reduction  of  speed,  then  engines  of 
greater  power  should  be  used  instead  of  divid- 
ing the  trains.  An  undulating  road  with  severe 
grades,  and  aiming  to  control  a  heavy  business, 
must  be  equipped  throughout  with  what  I  have 
termed  concentrated  power. 

I  have  been  thus  particular  in  stating  the  gene- 
ral principles  which  control  the  cost  of  freight 
transportation,  because  there  are  so  many  roads  in 
New  England  which  stand  so  palpably  in  need  of 
their  application.  A  large  share  of  the  soundest  and 
most  essential  capital  of  that  section  has  been  in- 
vested in  great  lines  of  railroads,  aiming  to  secure 
a  western  business,  besides  the  developement  of  a 
local  trade.  These  roads  have  encountered  natu- 
ral difficulties  such  as  cannot  be  profitably  con- 
trolled except  by  concentrated  power. 

The  Western  RR.  of  Mass.,  for  example,  has  a 
rise  and  fall  of  over  3500  ft.  in  a  length  of  156  miles. 
It  has,  besides  others,  three  summits,  re- 
spectively 906%,  1456>^,  and  954>^'  feet  above 
the  base  line  of  the  road.  There  are,  in  all,  224 
planes.  Of  the  entire  length,  22*924  miles,  or  15 
per  cent.,  are  on  grades  of.  between  50  and  83  feet 
rise  per  mile,  while  88-366  miles,  or  67  per  cent, 
are  inclined  above  30  feet  per  mile.  There  is  a 
continuous  grade  of  74  feet  per  mile  for  6^  miles-, 
one  of  79  feet  per  mile  for  41^  miles ;  and  one  of 
83  feet  per  mile  for  1)^  miles. 

The  standard  freight  engine  of  tho  Western  road 
is  "inside  connected" ;  has  16  by  20  inch  cylinders ; 
4}^  feet  wheels ;  weighs  23  tons  and  has  about  4 
tons  to  each  driving  wheel.  It  expends  3,481  cubic 
feet  of  steam  per  mile ;  [the  ultimate  power  being 
equal  to  about  650  tons  on  a  level,  or  180  tons  on 
.  an  83  feet  grade.  130  tons  is  about  the  weight  of 
'  eight  ei^ht- wheel  cars,  well  loaded,  and  this  is  all 
-  that  could  be  drawn  over  such  grades  by  these  en- 
gines, without  an  average  pressure  of  steam  in  the 
cylinder  of  more  than  75  pounds  per  sqiiare  inch, 
■_  and  an  adhesion  greater  than  two-ninths  of  the 

■  driving  wheels.    In  the  months^  daring  which  the 
:  motive  power  is  in  the  fullest  use  this  amount  of 

adhesion  cannot  be  always  relied  on  except  by  an 
I  injurious  use  of  sand. 

The  cost  of  moving  one  ton  one  mile  upon  the 
Western  road  has  averaged,  for  several  years,  1.4 
cts.    The  charge  has  been  2.8  cts.  per  mile.    The 

■  following  table  shows  the  tonnage  for  each  year 
since  1846,  and  the  receipts  from  flight, 


It  has  been  the  continual  effort  of|thosc  interest- 
ed in  New  England  roads  to  devise  means  for'  at- 
tracting to  them  the  great  through  business,  for 
which  the  natural  water  routes  at  their  western 
termini  are  successful  comiwtitors.  The  only  plans 
which  have  been  urged  were  the  construction  of 
roads  with  easier  grades  and  less  distance  and  the 
adoption  of  lower  charges  for  freight.  But  upon 
the  Reading  read,  having  the  most  favorable  grade 


there  being  six  connected  drivers  and  a  truck  I 
frame;  the  whole  power  being  60  per  cent,  greater, 
while  the  weight  on  each  wheel  would  be  the  same. 
It  is  not  necessary  to  discuss  the  details  of  such! 
engines  as  these  general  proportions  and  and  Ar-' 
rangements  are  already  in  successful  use  on  some 
of  the  leading  freight  roads  in  tlic  world. 

The  adaptation  of  power  for  most  roads  has  been 
determined  more  by  the  preferences  of  the^build- 


for  cheap  transportation,  the  concentration  of  pow  fers  thna  upon  any  other  authority.    For  inrtanoe^ 


cr,  or  use  of  heavy  engines  has  been  carried   to 


Year. 

Tons  moved 

Rects.  from 

Receipts 

''i 

one  mile. 

freight, 

per  ton 
per  mile 

1847 

28,037,028 

S785,346  66 

2.8 

^  1848 

24,666,129 

745,909  76 

3.02 

1849 

26,307,146 

746,393  81 

2.9 

1860 

25,206,308 

740,493  63 

2.9 

1851 

23,304,060 

714,362  92 

3.06 

^   1862 

23,724,070 

686,062  86 

2^9 

1863 

28,153,664 

786,216  87 

2.8 

great  extent,  and  has  been  one  of  the  most  import- 
ant means  of  reducing  the  cost  of  carriage.  Nine- 
ty cars  carrying  475  tons  (of  2,000)  lbs.)  of  coal 
is  the  usual  load  for  the  latest  class  of  engines 
upon  this  road. 

By  the  other  pro|K)scd  system  of  lower  charges 
what  would  be  gained  1  More  business  would  offer, 
and  more  engines  of  the  present  kind  would  be  re- 
quired to  do  it.  The  wear  of  road  and  machinery, 
and  the  expenses  of  the  oi>erating  fore*  and  of 
fuel,  oil  etc.,  would  be  increased,  nearly  in  propor- 
tion. Allowing  the  increase  of  business  this  re- 
sult must  follow. 

In  the  mean  time  the  through  business  mov- 
ing Eastward  on  New  England  reads  is  rapidly 
falling  off.  That  of  the  Western  road  was  but  one 
half  in  1852  what  it  was  in  1847.  In  1853  an  im- 
provement occurred  in  the  amount  of  business,  but 
the  charges  and  the  cost  remained  substantially  the 
s»me  per  ton.  ■.■;".•;<...- ;^-     | 

If  this  road,  by  a  diRbrent  system  of  motive 
power  could  operate  maximum  trains,  say  of  100 
tons  of  freight,  they  might  reduce  the  cost  to 
1  cent  and  the  charge  to  2  cents  per  ton  ol 
freight  per  mile.  Instead  of  28,163,654  tons  of 
freight  moved  one  mila  in  1863,  39,310,793  tons 
could  have  been  moved,  an  increase  of  about  40 
per  cent.  With  this  increase  of  freight  the  road 
could  afford  to  receive  even  a  less  proportion  of 
profit  on  its  transportation,  by  reason  of  the  travel 
which  would  be  thereby  attracted. 

But  it  will  bewsaid  that  the  business  of  the  Wes- 
tern road  has  long  been  below  the  capacity  of  their 
engines.  This  is  only  true  in  averaging  the  weight 
of  trains  in  a  year's  business,  in  which  the  result 
is  aggravated  by  the  preponderence  of  Eastward 
bound  freight,  which  last  year  was  twice  that  of 
the  Westward  bound  freight.  On  the  Reading 
road  the  coal  cars  are  are  wholly  empty  in  return- 
ing, and  yet  the  trains  the  other  way  are  fully  up 
to  the  capacity  of  the  motive  power. 

The  freight  trains  moving  East  on  the  Western 
road,  in  the  summer  and  fall  months  are  certainly 
as  heavy  as  the  engines  can  control,  and  the 
press  of  business  is  such  that  frequent  trains  are 
run ;  showing  conclusively  that  the  important  bu- 
siness is  not  below  the  capacity  of  the  engines. — 
Indeed, looking  at  the  physical  features  of  the  Wes- 
tern Railroad,  and  to  the  vast  business  which  it 
seeks  to  control,  all  of  which  is  contested  by  short- 
er and  naturally  cheaper  routes,  it  is  undeniable 
that  the  motive  power  of  this  road  is  decidedly  of 
an  inferior^character  in  point  of  capacity. 

The  means  of  economical  increase  of  capacity 
must  lie  in  the  simplest  construction  of  machinery 
and  especially  in  the  distribntion  of  the  weight 
thereof.  The  Western  railroad  equipment  could  be 
changed  for  freight  engines  having  18  by  24  inch 
cylinders  and  54  inch  wheels,  weighing  30  tons,  and 
baring  three  fourths  of  that  weight  for  adhesion, 


the  motive  power  of  the  Western  road  is  substani 
tially  that  of  all  of  the  other  roads  in  Massa- 
chusetts, New  Hampshire  and  a  part  ot  Vermont, 
and  without  any  especial  reference  to  length  of 
road,  grades,  curves,  or  character  of  traffic.  The 
<loctrin*  of  "  light  and  frequent  trains, '  applica- 
ble only  to  the  suburban  p.is.senpcr  commauication 
of  a  metropolis,  being  ruinous  for  any  interior 
road  aiming  at  a  heavy  business,  and  especially  at 
a  through  trade, — a  doctrine  established  in  tbe 
circumstances  enumerated  at  the  commencement 
of  this  articlc.has  materially  iuflueiKX>d  the  cost  of 
transportation  on  New  England  roads,  and  directly 
benefitted  those  rivals  which  seek  the  New  York 
Market. 

As  a  necessary  and  only  mt.ans  of  reducing  the 
cost  of  freight  transportation  on  New  England 
roads,  and  of  arresting  the  rapid  decline  of  their 
foreign  busincs.s,  a  prompt  and  judicieus  applic:i- 
tion  is  necessary  of  the  principles  of  conccntra^ 
tion  of  i)Ower.  "»,:..        1 


Intpro-reiment  •fthc  R*<1  Bl'vcr. 

Tb«  work  of  blowing  out  the  falhi  at  Alexandria 
has  been  •ommcnccd.  The  plan  adopted  by  the 
contractors,  is  to  deposit  a  tin  cannister,  by  means 
of  a  roi>«  and  guiding  rod,  on  the  snrface  of  the 
rock  to  be  removed,  containing  from  50  to  150  lbs. 
of  powder.  To  this  is  attached  a  wire,  connected 
with  a  galvanic  battery,  which,  at  the  pleasure  of 
the  operators,  fires  the  powder.  Tbe  explosion 
shatters  tbe  rock  l>eneath,  and  the  process  is  re- 
peated until  the  concussions  have  displaced  the 
rock  to  the  desired  depth.  Neither  drillii)^, 
dredging,  nor  dragging  is  employed.  The  chan- 
nel will  be  made  from  40  to  60  feet  wide,  instead 
of  30  feet,  as  before  reported ;  but  even  from  40 
to  60  foet  will  be  too  protracted  for  steamboat 
navigation.  The  softness  of  the  rock  and  low  stage 
of  the  water  act  as  slight  drawbacks  on  operations, 
but  good  progress  is  made  with  Ihe  work.  A 
channel  will  first  be  blasted  through  the  lower 
ri^ids,  and  the  eflect  on  the  river  above  be  ascer- 
tained, before  going  to  work  on  the  impediments 
above. — Slirevcport  Sout/iwesiern. 

The  contractor  is  Professor  Maillifert,  who 
blasted  out  the  rocks  at  "Hell  Oate"  in  New  York 
harbor. 


Ml.      f 


Pennsylvania  Railroad  Tnnnal 

The_tunnel  which  has  just  been  completed'  on 
the  line  of  the  Pennsylvania  Central  Bailroa<l  pas- 
ses through  the  summit  of  tbe  Allegliany  Moun- 
tains at  a  point  known  as  Sugar  Run  Gap.  It  lies 
in  the  counties  of  Blair  and  Cambria— tbe  summit 
being  the  dividing  line.  It  is  3,612  feet  long,  2,- 
686  feet  of  which  is  arched,  containing  7,700  per- 
ches of  cut  stone  and  6,400  i)ercbes  of  brick  ma- 
sonry, and  927  feet  is  cut  through  the  solid  rock 
where  arching  is  unnecessary.  Eight  feet  of  the 
arch  on  each  side  is  built  of  cut  stones  22)^  inches 
thick,  resting  on  abutments  of  rock  range  work  of 
the  same  thickness,  and  the  crown  consists  of  five 
courses  of  hard  burnt  brick — the  whole  laid  with 
hydraulic  cement.  At  grade,  the  width  of  the  tun- 
nel in  the  clear  is  21  feet — ten  feet  above  the  grade, 
24  feet.  The  height  above  the  grade  is  23  feet. — 
The  greatest  elevation  aboire  tide  is  at  the  west  end 
of  the  tunnel,  where  the  height  is  2,161  feet.  jThe 
grades  ascending  the  eastern  slop*  commence  at 


,j-  ■  ,-■■.>, 
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Altona,  and   in  n  distance  of  12   miles,  where  the 
west  end   of  thn   tunnel  commences,  the  height 


overcome  is  993  feet. 


or  82^i  feet  to  the  mile. 


American   Railroad  Journal. 


Satnrdajr,  Febrnarjr  18,  I854< 


Stock  aud  Money  Market* 

The  share  market  shows  a  slight  improvement 
since  our  last  issue.  Everything  dances  attend- 
ance upon  the  Eastern  question.  The  last  steamer 
reports  were  regarded  as  more  favorable  than 
than  those  of  the  preceding.  It  is  useless,  however, 
to  expect  that  any  active  demand  can  spring  up 
for  our  securities,  till  peace,  or  war  is  determined 
upon.  Either  event  by  putting  an  end  to  a  iieiiod 
of  suspense,  would  probably  help  matters  on  this 
side.  In  the  s  curitics  of  new  works  next  to  no^ 
thing  is  doing.  Money  is  ca.<!y  on  call,  and  suUi- 
ciently  abundant  in  the  business  cliannel.s,  and  is 
daily  becoming  more  so  from  the  absence  of  spec- 
ulative movements. 


■•     F.    JOHNSnill     UPOM    TIIK     PACIFIC 
RAILROAD. 

We  hav«  published,  and  have  for  sale,  E.  F. 
Johnson's  recent  work  upon  the  Pacific  Railroad. 
Mr.  Johnson  is  admitted  to  be  one  of  the  first  En- 
gineers in  this  country,  and  his  reputation  is  a 
good  guaranty  that  the  subject  under  discussion 
has  been  thoroughly  considered  and  discussed. 
The  work  is  illustrated  by  a  large  map,  showins 
all  the  proposed  routes,  a  profile  of  the  Nortliern 
Boute,  a  map  of  the  mountain  chain  traversed  by 
it,  and  seven  lithographic  views  of  various  points 
upon  its  line.  The  whole  worlc  is  elegantly  got 
up,  and  makes  a  volume  of  176  Pages,  Octavo. 

Persons  wishing  to  procure  coi)ies  of  the  above 
work,  by  forwarding  one  dollar  t<j  our  address, 
can  have  a  copy  of  the  same  with  the  maps,  for- 
warded oy  mail  post  paid. 

Central  Obto  Railroad. 

This  company,  as  we  learn,  have  contracted  fpr 
24  additional  engines,  to  be  delivered,  all,  previ- 
ous to  January  31st,  1855.  This  will  make  41 
with  those  now  in  use.  The  estimated  amount  of 
graduation  uncompleted  in  October  last,  was 
S464,000.  The  road  is  expected  to  be  opened  to 
Cambridge,  60  miles  from  the  Ohio  river,  by 
Jdarch.  <^ 


Artcalau  IVclU. 

At  Sclma,  the  Alabama  and  Tennesee  Railroad 
Company  have  dug  an  artesian  well  for  the  supply 
of  water  for  their  engines.  This  well  discharges 
240  gallons  of  water  per  minute,  at  a  height  of 
22  feet.  An  attempt  was  made  to  bore  an  artesian 
well  on  the  line  of  the  road,  32  miles  from  Sclma, 
but  without  success. 


I>«bC  of  San  Francisco. 

The  funded  debt  of  San  Francisco  is  SI, 500 ,000 
and  the  California  Legislature  will  probably  pass 
a  law  authorizing  its  liquidation  so  fast  as  means 
can  be  accumulated  for  the  purpose.  The  floating 
debt,  over  $490,000,  the  city  has  already  taken 
means  to  pay  by  the  sale  of  city  property  valued 
at  near  $700,000. 

Bloblle  and  Ohio   Railroad. 

We  learn  that  the  Legislature  of  Alabama  has 
voted  to  make  a  loan  to  the  above  road  to  the 
amount  of  $400,000. 
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NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence.  ..Maine. 

Andro.<*coggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  II. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence.. . .  " 

Nashua  .ind  Lowell " 

Portsmouth  and  Concord ....  " 

SiUlivan " 

Connecticut  and  Passunipsic.  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

V^ermont  Valley " 

Boston  and  Lowell M.ass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River . . .  / " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  ". 

Housatonic " 

Hartford,  Prov.  and  Fishkill..  " 

New  London,  Wil.  and  Palmer  '   " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buftalo  and  New  York  City..  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie)...  " 

Hudson  River " 

Harlem 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal....  " 

Rensselaer  and  Saratoga....  " 

Rutland  and  Wa.shington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading. ...  " 

Philad.*,  Wilmington  and  Bait.  " 


150 
65 
72 
51 
20 
93 
35 
54 
82 
24 
16 
47 
26 
61 
120 
117 
47 
51 
24 
28 
83 
63 
69 
28 
62 
76 
42 
66 
20 
26 
45 
12 
77 
45 
166 
60 
40 
46 
72 
110 
50 
66 
61 
62 
56 
54 
91 
132 
69 
50 
47 
36 
464 
144 
130 
96 
604 
118 
36 
23 
26 
60 
41 
82 
39 
96 
66 
45 
31 
63 
66 
20 
86 
96 
98 


a, 


a. 


9 

•2 

El 

Em 


1,638,1001  2,978,700 
809.878  1,016.600 


962,621 
l,355,r>00 

285,747 
1,649,278 
1,486,000 
2,078,625 
3,016,634 

717,543 

600,000 


29 « ,80 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


1,097,600 

2,486,000 

8,500,(KX> 

1,500,000 

392,000 


1,830,000 
4,076,974 
3,160,390 
4,500,000 

421,296 
1,591,100 
2,850,000 
1,050,000 
3,640,000 

500,000 

647,015 
1,964,070 

260,000 
2,140,536 
1,134,000 
8,150,000 

i,45V,66b 

922,500 

2,350,000 


658,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


650,000 

2,429,100 
3,500,000 


o  B 


6,150,278 
2,064,458 
2,514,067 
1,459,384 
713,606 
2,540,217 
1,486,000 
3,002,094 


700,000 


150,000 

390,000 

426,000 

171,800 

193,600 

500,000 

none. 

112,306 

none. 

819,743 

282,300 

none. 

1,001,500 
171,210 

6,319,620 
467,700 
300,000 
600,000 
800,000 


879.636 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,550,000 


426,609 

687,000 

10,IX)0,000 

3,740,615 

4,725,250 

1,875,148 

23,085,600 

1,579,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 

6,666,832 

6,000,0001 


682,400 
400,000 


661,214 
1,400,000 

673,600 
1,746,616 

6,577,467 

12,000,000 

1,600,000 


1,995,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 

620,476 
1,245,927 
2,293,634 

307,136 
3,203,333 
1,321,946 
9,953,769 


1,791,999 
1,400,000 
3,160,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


1,380,610 

2,696,488 

2,650,600 

In  progres 

872,000]  1,921,270 

In  progres 

987,627 

1,070,786 


24,003,865  33,070,863 
7,046,395  10,527,654 


s. 


264,743 
140,661 
168,114 
208,669 
23,946 
150,538 
305,805 
287 ,7( 
328,782 


132,646 


495,397 


Leased  to 
Recently 


388,108 
669,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
674,574 
164,230 

67,251 
374,897 
137,406 
218,679 
162,109 
1,525,224 
240,672 
291,417 


689,629 
329,041 
69,629 
114,410 
806,713 


Recently 

267,661 

Recently 


Recently 


977,463 

616,246 

10,773,823 

2,969,760 

201,600 

131,000 

26,000 

400,000 

940,000 

100,000 

700,000 

660,000 


128,000 

476,000 

1,600,000 

13,000 


713,227 
10,427,800 
2,899,166 


6,102,936 

2,446,391 

33,859,423 

6,133,834 

607,803 

349,775 

774,495 

1,260,000 

1,832,945 

329,677 

1,043,357 

1,693,711 

4,327,49° 

1,220,326 

3,246,720 

2,379,880 

1,265,143 

760,000 

1,702,623 

17,141,987 


76,760 

74,241 

4,318,962 

1,063,669 

681,446 

206,068 


480,137 
90,616 

Recently 
213,078 

Recently 
173,646 

Recently 

Recently 
225,152 

1,388,386 
149,941 
603,942 
260,899 
118,617 

Recently 
266,827 

2,480,626 


113,620 

80,063 

100,662 


o 
•e 

u 

!2 


11,266 

79,669 
141,836  8 

65,266 
163,076 


61,613 


266,539 


the  Vt.  C 
opened 


130,881 

338,216 

227,434 

331,2% 

30,066 

72,028 

241,017 

99,689 

232,787 

43,960 

23,416 

122,816 

24,399 

18,648 

66,900 

746,736 

110,892 

120,892 


294,269 
168,902 


428,173 


opened 

116,966 
opened. 


opened. 


39,360 

23,496 

1,800,181 

338,783 

824,494 

44,070 


8,067,286  868,038 


196,847 

43,609 

opened 

96,737 
opened. 

136,017 

opened. 

opened. 

116,706 

478,413 

79,252 

316,269 

124,740 

76,890 

opened 

106,820 

1,261,987 

611,7681 


none 
none 
none 
6 
none 
none 


6 

5 

6 

8 
none 
none 
none 
none 


ent 

none 

none 

7 

7 

6 

7 

2 

6 

7 

8 

6 

7 

none 
none 

8 
none 

4 

7 

6 

4 
10 
none 
none 


7 

8 
none 

4 

none 
none 


none 
none 

7 
none 

6 
none 


none 


none 

none 

8 
10 

7 
10 

3 

5 

•  •  4 

8 
7 
6 


1 

OQ 


s 


83 

30 

41 

961 

24 

33 

1114 
38 
69 
90 

106 

•  •  •  • 

21 
30 
11 
13 

97 


91 
1031 

84 
lOOi 

40 

56 

89i 
100 

911 
117 

68 

92i 

•  •  •  • 

23i 
68 
97 
661 
96 
66 
124 


39 
1011 

•  •  •  • 

62 
671 
86 
66 
180 


68 

•  •  •  • 

79i 
691 
64 
32{ 
110 
29i 
70 


30 
33 

»  •  •  • 

96 
148 

131' 


125 

76 
80 


V. 


(• 


■•■»,■  {.. 
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Railway  Share  List, 

Compiled  from  thelaUit  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


f 
.V    NAME  OF  COMPANY. 

1 

1 

•Pi* 

1 

3 

•g 
1 

Tot.  cost  of  road 
and  equipn't. 

Gross    Earnings 
for  last  official 
year. 

Net  earnings  for 
last  official  yr. 

o 

a 

1 

Price  of  shares. 

Pennsylvauia  Central Penn. 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Go " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersbargh " 

Richmond  and  Danville  .....      " 

260 

30 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

il61 

110 

140 

242 

9,768,166 

5,000,000 

13,600,000 

1,943,827 

617,626 

•  •  •  • 

971 

, , 

10?,4 

13.118,902 
1,650,000 

5,677,103 

22,264,338 
1,660,000 

2,033,420 
348,622 
413,673 

798,i93 
216,237 
162,636 

7 

8 

•  •  ■  • 

58 

In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2.106,467 
2,392,216 
3,545,256 
416,532 
2,965,674 

769,000 
1,372,324 

686,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 

173,867 
200,000 

227,693 

72,370 

7 

77 
70 

Richmond  and  Petersbargh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side     " 

122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
610,038 

74,113nonc 
113,266   7 

40 

503,006 
040,000 
469,150 
707,968 
120,000 
1,134,698 

100 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

99,077 
42,736 

"153*898 

10 
none 
12 

6 

50 
98 

•  •  •  • 

Greenville  and  Columbia " 

1,004,23! 
3,868,840 

300,000 
3,000,000 

In  prog. 

7,002,396 
In  prog. 

3,465,879 

South  Carolina " 

1,000,717 

609,711 

7 

1?^ 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

191 

211 

101 

71 

3,600,000 
4,000,000 
1,013,088 

418,187 

1,214 

163,000 

986,074 
934,424 
278,739 
69,690 
129,396 

636,608 

466,468 

149,960 

21,731 

71,636 

8 
9 

•  •  •  • 

8 

115 

Macon  and  Western " 

1,277,834 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 

100 

Muscoffee " 

South  Western " 

m 

686,887 

160,000 

Alabama  and  Tennessee  River  Ala 

66 
93 
33 
88 
60 
80 
125 
38 
29 
66 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

776,269 
879,868 
688,611 

400,000 

Montgomery  and  West  Point.     " 
Southern Miss. 

173,642 

76,079 

8 

•  •  •  • 

East  Tennessee  and  Georgia . .  Tenn. 

836,000 
2,093,814 
1,430,160 

367,218 

641,666 

850,000 
900,000 

In  prog. 
In  prog. 
In  prog. 
684,902 

Nashville  and  Chattanooga. . .      " 

Covington  and  Lexington ....   Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

63 
80 

87,421 

44,260 



Maysville  and  Lexilngton. ....     " 

In  prog. 
3,279,908 

46 

83i 
971 

Cleveland  and  Pitlaburgh Ohio. 

Cleveland  and  Toledo " 

100 
147 
96 
136 
46 
61 
60 

1,979,100 
2,000,000 

1,142,200 
1,600,000 

432,682 

267,278 

10 

Cleveland,  and  Erie " 

Cleveland  wid  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

8,027,000 

408,200 

3,655,000 
2,000,000 

777,793 

483,464 

12 

118 
66 

Columbus  and  Lake  Erie " 

Cincinnati  and  Marietta " 

2,100,000 

600,000 

2,659,653 
In  prog. 

926,000 
In  prog. 

321,793 

200,967 

•  •  •  • 

104  i 
62 
76 

Dayton  and  Western " 

40 
20 
86 
81 
87 
84 

i67 
67 

810,000 

660,000 

Recently 

opened. 

•  ■  «  « 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

56 

Greenville  and  Miami " 

•  •••    •••• 

Hillsboro " 

In  prog. 

3,169,733 

1,866,000' 

4,110,148 

In  prog. 
(1 

Little  Miami "    . 

2,668,402 

900,000 

2,387,200 

482,000 
1,000,000 
1,767,000 

667,669 

362,133 

10 

109i 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 
Ohio  Central " 

540,618 

113,401 

•  •  •• 

77i 

79 

87 

•  •  •  • 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

187 

lj760,700 

2,460,000 

Recently 

opened. 

•  «  •  • 

Ohio  and  Indiana " 

1 1 

In  prog.     1 

" 
1,267,714 

In  prog, 
if 

(( 

"         L 

Scioto  and  Hocking  Valley...    " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

44 

64 
31 

131 
83 
90 
62 

138 
40 
72 

760,000 
1,291,000 

800,000 
300,000 

Recently 
317,000 
237,606 

opened. 
158,600 

•  •  «  • 

10 

•  •  •  • 

107 

Indiana  Central " 

-, 

1 

771 
115 
87 
69 
82 
70 
66 
108 

Indiana  Northern " 

Indianapolis  and  Bellefontaine    " 

RA/^aTi^-lvT 

opened, 
opened, 
opened. 
268,075 

1 

•  •  •  • 

•  •  •  • 

•  •  •  • 

•  ■  •  • 

10 

Lafayette  and  Indianapolis.. .     "     1 

1,128,486 

1,289,000 

1,869,932  Recently 

Madison,  Indianapolis  &  Peru     " 
Peru  and  Indianapolis " 

2,647,700 

1,241,300 

2,400,000 
In  prog. 
1,363,019 

616,414 

Rock  Island  and  Chicago 111.  I 

632,387 

663,100 

106,944 

71,446: 

4 

Chicago  and  Mississippi "     '■■ 

186 

2,400,000 

4,000,000 

4,60O,666| 

1 

Illinois  Central "     1 

••  •• 

136 
122 
119i 
103« 

•  ••• 

Galena  and  Chicago " 

92 
816 
282 
38 

1,982;  361 
2,800,000 

4,866,700 
1  (wvtnnn 

600,000 
3,741,664 
8,977,663 

inprog.'"!*47V,648 
7,276,6161,200,922 
8,618,606;i,146,698 

Id  progres  fieooDtly, 

286,152 
586,929 
682,816 

•  •  •  • 

•  •  •  • 

17 
8 

Michigan  Southern  and  Ind.  N.Mich. 
Michigan  Central " 

Padflo Mo. 

opened.].  ...J 

GrcMt   'Western  ItKllroad   •/   Caaaida. 

A  valuable  addition  to  the  railroad  system  of 
the  country  has  been  made  by  the  opening  of  the 
above  road.  It  is  the  direct  prolongation  of  the 
New  York  Central  line  to  Detroit ;  and  by  the 
Michigan  Central,  to  Chicago,  the  great  citt  of  the 
North- West.  The  road  extends  from  Niagara 
Falls,  via.  Dunkirk,  to  St.  Clair  river,  opposite 
Detroit,  a  distance  of  228  miles.  Its  cost  is  high 
for  a  new  work,  but  we  understand  that  it  is  very 
substantially  constructed. 

The  public,  however,  are  chiefly  interested  in 
the  results  that  are  to  follow  itu  construction, 
rather  than  in  the  {>ccu]iarities  of  the  rail, .  As  far 
as  its  connections  are  concerned,  it  is  m(ist  fortu- 
nate, being  the  connecting  link  between  two  of  the 
most  productive  roads  in  this  country,  the  New 
York,  and.thc  Michigan,  Central  roads.  The  tkrrr^ 
in  fact,  form  tnu  line,  and  the  Great  Western  re- 
ceives efficient  support  from  its  two  associates. 
The  interests  of  the  three  being  identified,  they 
must  materially  assist  each  other.  With  such  as- 
sistance the  road  can  hardly  fail  to  be  produc- 
tive. 

The  route  tiaversed  by  the  above  road,  the 
Peninsula  of  Canada,  is  one  of  the  most  fertile 
portions  of  this  Continent,  and  is  well  filled  with 
an  active  and  wealthy  {wpulation,  for  whom  the 
road  runs  in  the  convenient  direction.  We  sec 
no  reason  by  which  its  local  business  will  not  be 
fuily  up  to  the  average  of  western  roads.  lu 
value  will  soon  be  increased  by  the  opening  of  the 
Grand  Trunk  of  Canada,  which  will  connect  it 
with  Montreal  ind  Quebec.  The  road  also  con- 
nects with  BuflTalo,  the  most  important  market  for 
the  Peninsula,  through  the  Bufialo  and  Brantford 
road,  now  in  operation.  Through  the  last  named 
line  it  will  be  brought  into  connection  with  all  the 
roads  connecting  at  BufiTalo. 


Break*c«  of  Rallwajr  Axles. 

The  present  season  appears  to  prove  fatal  for 
railway  axles  in  the  latitude  of  Albany.  The  Al- 
bany papers  of  only  the  last  week  report  three 
breakages  of  engine  shafts  and  fifteen  of  car  axles 
upon  the  Central  and  Northern  roads.  The  valna 
of  the  best  material,  form  and  mode  of  construc- 
tion of  railway  axl»  majr  be  inferred  there- 
fr<Hn.  '";  \''-'---- -.^  ■■•-  r.'^. ' 

The  reports  of  the  Reading  Railroad  contain  an- 
nual statements  of  the  accidents  and  their  causes, 
which  have  occurred  during  the  year.  In  lfe52 
there  were  223  accidents  from  broken  axles,  and 
from  July  1,  1848,  to  Nov.  30th,  1852,  there  were 
one  thousand  and  sixty  one  (1061)  accidents  from 
this  cause.  In  the  same  time  there  were  163  acci- 
dents caused  by  broken  wheels,  and  198  from 
wheels  becoming  loose  on  their  axles.  The  roll- 
ing steck  of  the  Reading  road,  on  Nov.  30th,  1862, 
comprised  3  8  wheel  and  4,576  4  wheel,  coal  cars; 
146  8  wheel  freight,  617  4  wheel  freight,  and  30 
eight  wheel  passenger  baggage,  mail,  and  express 
cars.     The  number  of  locomotives  was  103. 

AlTalra  at  Erie. 

The  affairs  at  E  ie  have,  w«  think,  assumed  a 
more  favorable  aspect.  Both  roads  have  now  the 
same  gauge,  though  tliey  are  not  allowed  to  con- 
nect. The  cars,  however,  run  along  side  of  each 
other,  so  that  the  whole  question  is  narrowed  to  a 
single  point ;  whether  a  break  shall  be  compelled 
where  none  exists  in  the  gauge.  We  shall  refer  to 
this  loaUer  aj;aii)  next  week. 
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TIte  Paciflo  Rallroadt 

The  Northern  Route. — Gov.  Stevens  has  pub- 
liished  in  tUe  Oregon  Pumeer,  the  following  in  re- 
gard to  the  Northern  route  which  he  surveyed : 

The  geographical  importance  of  the  region  of 
country  between  the  Basin  of  the  St.  Lawrcuce.the 
head  waters  of  the  Mississippi  and  Puget  Sound, 
its  ada|)tation  to  settlement,  its  railroad  routes, 
its  emigrant  roads  and  the  nomadic  tribes  within 
its  borders  will  be  the  subject  of  the  following  ar- 
ticles. Resting  on  the  two  great  rivers  of  the 
eastern  and  western  coast,  the  Missouri  and  Co- 
lumbia, it  connects  by  a  navigable  stream  with  the 
Hudson's  Bay  and  the  Arctic  Ocean.  Between  the 
upper  tributaries  of  these  two  rivers,  the  Rocky 
Mountains  are  broken  into  spurs,  filled  with  beau- 
tiful and  fertile  valleys,  furnishing  several  good 
pat^ses  much  lower  than  the  southern  passes,  and 
one  being  by  barometric  measurement  more  than 
1,500  feet  below  the  South  Pass.  The  head  of  na- 
vigation of  the  Missouri  is  only  about  700  mileu 
from  the  waters  of  Puget  Sound,  inexhaustible  is 
its  lumber,  its  coal  and  its  fisheries,  and  iu  the 
distance  there  is  one  long  reach  of  the  Columbia 
navigable  for  steamers. 

From  this  head  of  navigation  in  200  miles  and 
in  ten  days,  the  emigrant  reaches  that  beautiful 
.  Yalley  in  Washington  Territory,  at  the  base  of  the 
mountains  which  even  the  honest  and  simple 
minded  Flathead  Indians  have  filled  with  cattle, 
and  raised  wheat  and  potatoes  for  their  own  use. 
Through  this  valley  all  the  Indians,  from  the  Cas- 
cades to  Rocky  Mountains,  pass  on  their  way  to 
the  vast  Bufialo  plains  between  the  Missouri  and 
Yellowstone,  where  with  the  Crows  and  Blackfect, 
they  lay  in  their  stores  of  meat  and  robes,  and 
which  has  been  the  scene  of  many  sanguinary  con- 
flicts. The  best  natural  wagon  roads  connect  the 
head  of  navigation  of  the  Missouri  with  the  fertile 
valleys  along  all  the  streams  issuing  from  the 
Rocky  Mountains  to  the  head  of  the  Yellowstone 
— valleys  so  mild  cattle  need  not  shelter  in  winter, 
rich  in  butfalo  grass,  abounding  in  wood,  and  the 
water  of  the  purest  quality,  and  game,  bulTalo, 
elk,  deer,  big-horn  antelope,  blxick  bear  in  the 
greatest  abundance.  The  passes  are  yearly  traver- 
sed by  the  Flathead  Indians  between  Christmas 
and  New  Years  on  horseback,  and  March  is  the 
favorite  month  for  the  breaking  up  of  the  buffalo 
hunt  by  the  Washington  Territory  Indians,  and 
their  return  across  the  mountains  to  their  homes 
on  the  plains  and  in  the  valleys  of  the  Columbia 
river  and  its  tributaries.  From  the  head  of  navi- 
gation of  the  Missouri  through  the  territory  of 
Minnesota  and  the  region  occupied  by  the  Assene- 
boines,  the  Grosventres  and  the  Blackfeet,  the  emi- 
grant will  find  grass  over  every  mile  of  the  route, 
and  water  at  never  greater  distances  than  fifteen 
and  scarcely  ever  at  greater  distances  than  ten 
miles.  Myraids  of  buffalo  occupy  this  vast  region, 
and  their  numbers  have  not  sensibly  diminished, 
though  2,000  Bed  River  hunters,  each  on  his  fast 
buffalo  horse,  four  months  each  year  pour  death 
into  their  ranks,  and  they  are  almost  the  only  sub- 
sistence of  some  25,000  Indians., 

Four  routes  within  the  Territory  of  Washington 
are  pursued  by  the  Indians  in  'passing  fVom  the 
valley  at  the  western  base  of  the  Rocky  Moun- 
Uins  to  the  plains  and  valleys  between  the  Coeur 
d'Eleiene  and  Cascade  Mountains.  The  Cceur 
d'Eleiene  Mountains,  an  extension  of  the  Blue 
Mouiitains  to  Clark's  Fork  of  the  Columbia,  north 
of  which  the  ranjc  is  known  as  Kouteny  Moun- 
tains occupy  the  whole  width  of  the  Territory  for 
a  distance  of  from  100  to  120  miles,  is  covered 
•with  heavy  timber  and  numerous  well  grassed 
though  narrow  valleys.  The  Nez  Pereez,  the  Spo- 
kanes,  the  Peude  d'Oleilles,  the  Cceur  d'Eleienes, 
and  other  tribes,  in  crossing  these  mountains  have 
three  to  four  horses  for  each  man,  woman  and 
child,  and  even  children  of  a  year  and  a  half  old 
will  be  seen  guiding  their  horses,  one  hand  only  on 
the  rein,  entirely  unconscious  they  were  excitmg 
the  wonder  and  and  admiration  of  the  passer-by. 

The  Cascade  Mountains  have  two  good  passes, 
and  on  Puget  Sound  is  found  a  climate  of  extraor- 
cUnary  salubrity,  milder Jban  that  of  Virgmia,  and 

{..'    •        -•  v**- '  ..       J-    *-,.-'-«i       •» 


the  same  average  temperature,  though  more 
equable  than  that  of  San  Francisco,  and  a  soil 
which  yiold.s  rich  retumsto  the  husbandman.  The 
strawberry  is  often  in  blos.sora  in  December  and 
February,  and  ice  has  to  be  imported  from  the 
colder  regions  of  the  north. 

The  country  between  the  Cascades  and  the 
Cceur  d'Eleiene  Mountains  is  generally  well  adap- 
ted to  grazing  or  tillage,  and  much  of  it  is  exce«d- 
ingly  well  watered.  Many  of  the  Indian  tribes 
are  known  to  be  rich  in  horses,  and  they  have 
made  considerable  advance  in  the  cultivation  of 
the  soil. 

Such  is  the  general  character  of  the  country 
connecting  Puget  Sound  the  great  roadstead  of  the 
Northern  Pacific,  with  the  great  basin  of  the  St. 
Lawrence.  Tapping  the  magnificent  valley  of  the 
Upper  MississippiJ  having  within  its  borders  the 
Missouri  and  Columbia,  the  tributaries  of  its  wagon 
roads  and  its  railroads,  and  themselves  groat  chan- 
nels of  communicaiion,  the  Rocky  Mountains 
broken  into  spurs  and  filled  with  valleys,  the  other 
mountains  having  practicable  pa.sses,  it  adds  not  a 
little  to  its  interest  that  it  wa-s  the  scene  of  the 
labors  of  our  first,  our  most  dauntless  explorers, 
Lewis  and  Clark.  The  sagacity  of  Jefferson  saw 
that  here  was  a  great  natural  route,  and  he  iilacod 
the  men  at  the  work  who  made  it  known  to  tin; 
nation.  Public  attention  has  now  become  fixed 
upon  this  field  of  the  country's  first  great  explora- 
tion, accomplished  nearly  half  a  century  ago.  This 
field  we  will  exammc  and  describe  in  a  series  of 
articles. 


Cinclnn»ti,  Vniou  and  VortWrnytm  Rallfond. 

The  following  is  the  report  of  the  President  and 
Directors  of  this  company  to  the  stockholders. 

Gentlemen  : — In  laying  before  you  the-  first  an- 
nual Exhibit  of  the  affairs  of  the  company,  it  may 
not  be  amiss  to  briefly  review  its  history. 

In  May,  1862,  the  Cincinnati,  Hamilton  and 
Dayton  Railroad  being  completed  and  running 
from  Cincinnati  to  Da>  ton,  and  the  Greenville  and 
Miami  Railroad  in  a  forward  state  of  completion 
from  Dayton  to  Union,  and  its  completion  during 
that  year,  expected,  and  the  Indianapolis  and  Bell- 
fontaine  railroad,  being  also  in  a  forward  state  ot 
completion  to  Union,  and  its  completion  expected 
during  that  year,  the  men  having  these  roads  in 
charge,  conceived  the  project  of  making  this  line 
of  railroad  from  Union  to  Fort  Wayne,  thereby 
extending  the  Cincinnati,  Hamilton  and  Dayton, 
and  the  Greenville  and  Miami  Railroads,  to  Fort 
Wayne,  an^  making  a  Fort  Wayne  connection  for 
the  Indianapolis  and  Bellfontaine  Railroad  ;  and 
it  was  then  determined  to  organize  this  company, 
so  soon  as  the  General  Railroad  Law  of  Indiana, 
then  just  passed,  should,  by  publication,  become 
the  law  of  the  land.  The  law,  however,  was  not 
published  until  the  fall  following.  In  October, 
1863,  books  were  oi)ened  along  the  line  for  sub- 
scriptions of  stock,  to  organize  the  company.  The 
necessary  amount  being  raised,  »rticl«s  of  associa- 
tion were  agreed  upon  and  signed,  and  filed  in  the 
Secretary  of  State's  OflSce  on  the  15th  day  of 
February,  1853,  and  the  company  thereby  in- 
corporated. At  that  time,  the  stock  subscribed 
amounted  to  $63,800. 

The  company  was  organized  on  the  22d  of 
February,  1853,  and  immediately  entered  upon 
the  work.  An  engineer  corps  was  put  in  the  field, 
under  the  superintendence  of  Robert  M.  Patterson, 
Esq.,  the  able  and  etficient  Engineer  of  the  com- 
pany and  the  whole  line  located  on  air  lines  from 
point  to  point  named  in  the  articles  of  association. 
The  grubbing  of  the  entire  line  was  let  at  $18,895, 
being  $287.50  per  mile ;  and  the  grading  of  the 
entire  line  was  let  on  the  first  di|r  of  September, 
to  experienced  and  efficient  contractors,  at  16  cents 
per  cubic  yard,  for  excavation,  and  18  cents  per 
yard,  foi  embankment.  All  the  contracts  are  pay- 
able one-third  in  the  stock  of  the  company,  and 
two-thirds  in  money. 

In  computing  the  cost  of  the  road,  the  engineer 
has  taken  the  contract  prices  as  to  the  grubbing 
and  grading,  and  estimated  as  to  the  bridging, 
from  his  report  it  will  be  seen  that  the  graduation 


and  bridging  of  the  entire  line,  65.72  miles  long, 
will  cost  $198,779,  being  ocly  $3,024  per  mile. 
This  is  very  low^  considering  that  tangents  alone 
were  used  in  the'location.  If  roads  pay  elsewhere, 
in  less  fertile  countries,  the  roadbeds  of  which 
cost  from  $20,000  to  $30,000  per  mile  to  prepare 
them  for  the  superstructure,  we  may  reasonably 
anticipate  that  ours,  costing  but  little  over  $3,000 
per  mile,  to  preijare  it  for  the  superstructure,  will 
be  a  good  paying  road. 

The  company  has  taken  lauds  in  subscription 
for  stock  under  the  provisions  of  the  law  authoriz- 
ing the  same.  They  were  not  taken,  howeycr,  at 
fancy  prices,  but  at  their  cash  valuation,  ascer- 
tained by  an  appraisement  made  under  oath,  by 
an  appraiser  appointed  by  the  company,  who  did 
not  include  perishable  improvements  in  the  valua- 
tion: nor  did  he  take  into  consideration  the  pro- 
spective increase  of  value  of  the  lands,  on  ac- 
count of  the  construction  of  the  railroad.  Lauds 
so  appraised,  amounting  to  $100,000  have  been 
oonveyeil  in  trust,  to  Stephen  S.  L'Homraedieu, 
Esq.  of  Cincinnati,  to  secure  the  payment  of  $80,- 
000  of  bonds,  that  the  Board  have  directed  to  be 
issued,  based  on  said  lands.  Sixty  thousand  dol- 
lars of  these  bonds,  bear  interest  at  seven  per  ct. 
and  twenty  thousand  dollars  of  them,  bear  inter- 
est at  six  per  cent.  Owing  to  the  stringency  in  the 
money  market,  no  poition  of  these  bonds  has  yet 
been  offered  for  sale.  Having  an  entirely  safe 
basis,  I  have  no  doubt  they  can  be  negotiated  on 
favorable  terms,  as  soon  as  bonds  again  become 
in  dcmasd  in  Ihe  market.  As  they  are  receivable 
for  our  lands,  many  of  them  will  be  taken  by  our 
contractors,  and  others  on  the  line,  for  labor  on 
the  road. 

In  addition  to  the  lands  so  conveyed  in  trust, 
the  company  has  other  lands  which  have  been  re- 
ceived since  that  conveyance  was  made,  and  is 
still  receiving  lands  in  subscription. 

Our  stock  subscriptions  now  stand  thus : 
Land  subscriptions,  closed  by  convey- 
ance to  the  company $103,760 

Land  subscriptions,  unclos«d,  about . .  30,000 

Cash  subscriptions,  closed  up  by  note 

or  payment 47,300 

Cash  subscriptions,  unclosed,  about..         50,000 

Total $231,060 

It  will  thus  be  seen  that  our  subscription,  if  it 
can  be  made  available,  is  sufficiently  large  to  pre- 
pare the  road-bed  for  the  iron,  and  we  are  still  re> 
ceiving  additions  to  our  stock. 

The  right  of  way,  eighty  feet  in  width,  has  been 
procured  over  the  greater  portion  of  the  line.  In 
most  cases  it  has  been  conferred  voluntarily,  the 
citizens  through  whose  property  the  road  passes, 
acting  in  the  spirit  of  men  weo  appreciate  the  ad- 
vantages to  accrue  to  themselves,  as  well  as  the 
public,  from  the  construction  of  the  road.  In  some 
cases  the  right  of  way  has  been  purchased  by  the 
company  on  equitable  terms.  The  Board  desire 
to  deal  justly  with  all :  and  from  a  desire  to  secur* 
the  good  will  of  land  owners  along  the  line,  and 
to  avoid  litigation,  have  endeavored,  in  a  spirit 
of  liberality  and  justice,  to  compromise  all  claims 
for  damages.  A  few  persons,  however,  have  ob- 
stinately persisted  in  such  exorbitant  demands  as 
will,  if  continued,  compel  the  Board  to  resort  to 
legal  means  to  procure  the  right  of  way.  Some 
of  those,  too,  who  so  persist,  have  hitherto  oc-  ■, 
cupied  such  a  position  in  society,  and  had  such.  ' 
a  reputation  for  intelligence  and.  public  spirit,  as 
led  us  to  expect  better  things  of  them. 

About  one-half  of  the  line  la   grubbed,   and   a 
considerable  portion  of  grading  is  done  on  the     , 
fiist  section,  between  Union  and  Portland. 

Depot  grounds  at  Fort  Wajrne,  have  been  secur- 
ed, in  direct  connection  with  the  great  railroad       : 
lines  of  that  place.     Machine-shop    grounds    at      > 
that  point,  have  also  been  verbally  contracted  for. 
Depot  grounds  at    Decatur,    and    machine-shop 
grounds  at  Union,  have  been  secured. 

Under  the  authority  given  me  by  the  Board,  I 
have  contracted  for  a  small  number  of  ties,  to  be 
paid  for  in  the  stock  of  the  company. 

Our  road  is  the  last  and  fiai»hlug  IIqIl  in  the 
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chain  of  railtraji  connecting  the  cities  of  Cincin- 
n*ti  and  Dayton,  with  Fort  Wayne.  It  is  not 
quite  66  miles  in  length,  and  passes  through  a 
country  of  unsurpassed  fertility.  It  diverges 
something  from  a  direct  line  ro  pass  by  the  county 
seats  of  the  two  counties  of  Jay  and  Adams,  but 
increases  the  distance  only  about  a  mile,  by  so 
doing.  Its  general  direction  is  in  the  direct  line 
between  Fert  Wayne  and  Cincinnati,  and  it  will 
always  do  a  large  through  business  between  those 
cities,  and  almost  an  equally  large  one  between 
Fort  Wayne  and  Dayton.  But  experience  has 
shown  that  local  business,  in  general,  is  as  profit- 
able to  railroads  as  through  business.  The  local 
business  of  our  road  will  be  equal  to  that  of  any 
road  in  the  West,  The  whole  transportation,  both 
out  and  is,  of  Adams  and  Jay  counties  will  pass 
over  our  road,  and  a  great  portion  of  that  of  Ran- 
dolph, Wells,  and  Allen,  in  Indiana,  and  of  Van 
Wert  and  M(Mccr,  in  Ohio.  At  Fort  Wayne,  our 
road  will,  by  its  terminus,  Iw  in  din'ct  coriiiection 
with  the  Fort  Wayne  and  Chicago  Railro.»d,  th*; 
Fort  Wayne,  Lncon  and  Platte  Valley  Air  Line 
Railroad,  the  Wabash  Valley  Railroad,  and  the 
Obio  and  Indiana  Railruad,  all  of  whicli  railroads 
have  their  depot  grounds  in  ju.\tai>08ition  with 
that  secured  by  this  company.  Business  arrange- 
ments can  be  secured  with  all  these  companies. 
At  Union,  the  southern  terminus  of  our  road,  we 
will  be  in  direct  connection  with  the  following 
railroads,  in  addition  to  our  through  connection 
with  Dayton  and  Cincinnati,  to  wit:  the  Indiana- 
polis, and  Bellfontaine,  the  BelifenLiinc  and  In- 
diana, the  Columbus,  Piqua,  and  Indiana,  the 
Marion  and  Mississiniwa  Valley,  the  Evansville, 
Indianapolis,  and  Cleveland  Straight  Line,  and 
the  Sandusky,  Fremont,  and  Union.  No  railroad 
has  more  varied  or  extensive  connections  than 
ours  will  have. 

On  the  second  day  of  April  last,  an  agreement 
was  made  hy  this  company  with  the  Cincinnati, 
Hamilton  and  Dayton  Railroad  Company,  the 
Twin  Creek  Railroad  Company,*  and  the  Green- 
ville and  Miami  Railroad  Com|>any,  for  through 
tickets  and  freight  bills,  from  Fort  Wayne  to  Cin- 
cinnati, and  for  a  uniform  gauge  over  the  whole 
lino.  This  agreement  has  been  ratified  by  all  the 
companies,  and  is  perpetual  by  its  terms,  and  se- 
cures a  continuous  line,  of  uniform  gauge,  for  all 
time  to  come,  between  the  cities. 

All  of  which  is  respectfully  submitted,  by  order 
of  the  Board. 

JER.  SMITH,  President. 

January  4th, 1864. 

Connection  of  Lakea  Krie  and  Ontario. 

Measures  have  been  taken  at  Hamilton  to  or- 
ganize a  company  for  the  construction  of  a  rail- 
road from  that  place  to  Port  Dover,  on  Lake  Erie. 
A  railroad,  oo  a  route  as  direct  as  possible,  con- 
necting the  navigation  of  the  two  lakes  and  with 
that  of  Qraad  River  is  an  object  at  present  of  the 
greatest  importance  to  the  business  interests  of 
Hamilton. 


Appointment* 

We  understand  that  Wm.  M.  Stockton,  Esq.,  has 
resigned  his  office  of  chief  engineer  on  the  Char- 
lotte Road,  and  has  accepted  the  same  position 
on  the  South  Carolina  Railroad. 


Appointment* 

Wc  learn  that  Philo  Hurd,  Esq.,  late  Vice  Presi- 
dent and  superintendent  of  the  Naugatuck  Rail- 
road has  received  and  accepted  the  ap)oiDtment 
to  a  similar  post  on  the  Madison,  Indianapolis  and 
Peru  Railroad. 

*  This  company  is  making  a  railroad,  twenty 
miles  long,  ft-om  the  Junction  of  the  Greenville 
and  Miami  Railroad  with  the  Dayton  and  Western 
Railroad,  across  to  Carlisle,  on  the  Cincinnati, 
Hamilton,  and  Dayton  Railroad,  by  which  the  dis- 
tance to  Cincinnati  will  be  made  some  ten  or 
twelve  miles  less  than  to  go  by  Daytoa. 


Trade  of  BalTalo. 

From  the  Buffalo  Republic  we  gather  the  follow- 
ing facts. 

The  population  of  the  city  is  now  75,000.  The 
city  limits  embrace  23,710  acres.  The  total  value 
of  real  and  personal  estate  is  estimated  at  $24,- 
456,752. 

The  total  value  of  the  imports  by  Lake,  during 
the  year,  is  put  down  as  $36,881,230,  being  an  in- 
crease over  1852  of  $1,937,376.  The  value  of  the 
produce  brought  in  by  the  State  line  Railroad  i.s 
estimated  at  $2,234,273.  This  makes  the  total 
imports  from  the  West  amount  to  over  $39,000,000 
Added  to  the  imports  from  the  East,  it  shows  a 
commerce  of  over  $125,000,000. 

The  receipts  of  flour  in  1853  were  983,837  bbls., 
showing  a  decrease   of  315,676  from  the  year  be 
fore.      218,296  bbls.  were  manufactured  in   the 
city. 

The  receipt^  of  wheat  have  been  6,421,043  bn 
Of  corn,  3,665,  793  bu.  The  aggregate  <|uanliiy 
of  grain  of  all  descriptions  received  during  tl 
8ca.son  was  11.078,751  bu. 

The  exports  to  Canada  during  the  year  amount 
to  $^^92,40G.     The  imports  from  thence  $392,719 

The  value  of  the  exports  by  the  Eric  Canal  wa-s 
$22,652,408,  on  which  tull.s  were  collected  amount 
ing  to  $695,364.  By  the  breaks  of  the  last  .sea.son 
the  State  lost  tolls  it  would  otherwise  have  receiv- 
ed on  property  from  Buffalo  to  the  amount  of  at 
least  $160,000. 

The  value  of  imports  by  Canal  was  $64,612,102, 
with  an  jiggregate  tonnage  of  438,786. 

The  number  of  vessels  that  have  arrived  and 
cleared  is  set  down  at  8,298,  with  an  aggregate 
tonnage  of  3,252,978  26.  Their  crews  amount  to 
131,000. 

There  are  twelve  Banks  with  an  aggregate  capi 
Ul  of  $1,475,000. 

iPeaKsylvanla  Railroad* 

The  receipts  of  the  Pennsylvania       ' 
Railroad,  for  the  year,  ending  Dec. 
31st,^  1853,  were $2,774,889  37 

Tile  expenses    of   transportation 
were 1,673,681  29 


V- 


Leaving  net  earnings $1,101,208  08 

The  expenses  of  operation  were  but  $346,879 
35  more  than  last  year.  The  relative  reduction 
of  expenses  is  due  to  the  completion  of  the  road, 
and  the  consequent  dismissal  of  the  boats  and 
wagons  formerly  used  on  the  Western  division 
together  with  a  redaction  in  the  rate  of  tolls  over 
the  State  roads.  "•  A'-- 

The  total  amount  paid  for  tolls  npon  the  State 
roads,  Harrisburgh  uid  Lancaster  and  Baltimore 
and  Susquehanna  railroads,  has  been  $779,611  62, 
all  of  which  is  included  under  the  head  of  expens- 
es of  transportation.  Of  this  amount  $213,776  62 
was  paid  for  the  use  of  the  Portage  R.^R. ;  besides 
which,  $20,000  were  expended  for  wages  of  extra 
brakemen,  required  in  crossing  the  planes,  over 
what  will  be  annually  required  for  the  same  a- 
mount  of  business  since  the  opening  of  the 
tunnel. 

The  through  tonnage  between  Philadelphia  and 
Pittsburgh  has  increased  from  32,186  tons  in  1862 
to  73,499  during  the  past  year,  and  the  local  ton- 
nage from  36,793  to  86,133  for  the  same  perioda— 
making  the  total  tonnage  moved  159,632  tons, 
against  68,978  last  year ;— an  increase  of  over  100 
per  cent.  While  the  receipts  from  this  source  have 
increased  IVom  $780,892  19  to  $1,507,520  50. 

The  cost  of  the  equipment  has  been  up  to  the 
end  of  1853,  $2,662,676  37.  There  are  79  loco- 
motives, 1,274  eight  wheel  and  137  four  wheeled 
freight  cars;  69  eight  wheel  passenger,  and  24 
eight  wheel  baggage  and  mail  cars.  32  locomotiv- 
es aod  6  passenger  cars'already  coptracted  for,  t«- 


mained  to  be  delivered  on  the  1st  of  January,  the 
cost|of  which  is  estimated  at  $326,000. 

The  treasurers  accounts  show 
that  the  receipts  from  Stockhold- 
ers in  payment  of  the  capital  stock 
of  the  company,  was,  at  the  close 
of  last  year $11,228,020  00 

The  receipts  ttom  loans,  &c 6,084,947  91 


.    Amount $16,312,967  91 

Wkick  has  been  expended  as  fMovs 

Graduation  and  mas-  ,  \ 

onry.singletrack. $6,271,706  90  '     > 

Sui)crstniclure,    in- 
cluding iron  rails,     '--■"''' 
chairs,    cross-tics, 
ballast,  &.C 3,0:3,613  65 

Engineering  .......      376,826  44 

Land  damages,  and 

real  estate  in  Pitts-  '  .  " 

burgh  and  on  line 

of  road 474,684  16 

Real  estate  in  Phila- 
delphia city  and 
county ". 844,341  62 

Harrisbnrg  Railroad  7,173  41 

Graduation  &  super- 
structure of  2nd 
track 1,162,862  69 

Machine  shop,  shop    :;     -. 
machinery ,  station 
and  warehouse ...      991 ,966  .36 

Locomotives 668,329  14 

Freight  cars 745,401  81 

Passenger  cars 282,382  94 


Rnad  and  hand  cars. 

Balance  of  interest 
account,  charge- 
able to  construc- 
tion  


24,696  12 


26,763  51 


8ub.%ripUon  to  the 
Stock  of  the  Ohio 
and  Penn'a  R.  R. 

Do.  Ohio  and  Indiana 
Railroad 

Do.  Marietta  and 
Cincinnati  R.  R... 

Do.  Maysville  and 
Big  Sandy  R.  R.. 

Do.  Springfield  and 
Mt.  Vernon  R.  B. 


$14,360,637  64 


$160,000  00 
300,000  00 
650,000  00 
100,000  00 
100,000  00 


$1,300,000  00 


Leaving  in  the  hands  of  Treasurer. . .  $662,330  27 


The  amount  received  by  the  Trea-  i 

surer  during  the  year  1863,  from   • ' :  •  j 

the  business  of  the  road,  dec, 
was $2^768^769  72 

Of  which  there  has  been  paid  dur-  •  ?  '■   \ 

ing  the  year  to  stock  and  loan 
holders,  for  interest  and  for  ex- 
penses of  working  the  road,  6lc.     2,466,259  50 


Leaving  a  surplus  which  has  been 
credited  to  interest  account,  of . .  . .  $302,610  22 

Great  mTestem   Rallirrajr  of  Caaada. 

The  following  arc  the  names  of  the  Directors 
and  managing  officers  of  the  Great  Western  Bail* 
way  : 

President— Robert  W.  Harris.  '1 

Maoagiog  Director— C.  J.  Brydges. 

Directors — Isaac  Buchanan,  W.  T.  McLaren 
Richard  Juson,  George  S.  TiflTany,  Henry  McKins- 
try,  J.  W.  Brooks,  Erastus  Coming,  John  M. 
Forbes,  Sir  Allen  McNab. 

Chief  Engineer — Roswell  Benedict. 

Second  Engineer — John  T.  Clark. 
Resident  Engineer  troxa.  Niagara  Falls  to  London — 
Mr,  Reed. 

Resident  Engineer  from  London  to  Windsor- 
Mr.  Scott.  1 


\ 
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AMERICAN    RAILROAD    JOURNAL. 
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Jonrnal    of  Railroad  Ijaw. 

THE    CASE    OF    THE    BELLEVILLE    AND    ILLINOISTOWN 
RA  LROAD    COMPANY. 

In  October  last  we  published  the  decision  of  the 
Circuit  Judge  Underwood,  of  Illinois,  declaring 
that  this  company  had  no  right  to  extend  their 
road  to  Alton.  This  decision  has  now  been  re- 
versed by  the  Supreme  Court  of  Illinois,  and  the 
extension  of  the  road  sanctioned,  the  Chief  Jus- 
tice dissenting  from  his  brethren. 

The  controversy  turns  upon  the  true  construe 
tion  of  what  the  enemies  of  the  company  imani- 
mously  designate  as  the  "spider,"  the  "snake,"  the 
"serpentine,"  the  '^crawling"  17th  section  of  the 
charter,  which  does  not  upon  its  face  give  proof 
of  much  that  is  ugly  or  venomous,  whatever  hid- 
den mischief  it  may  contain.     It  i.s  as  follows : 

"  Said  company  shall  have  the  power  to  extend 
to,  and  unite  its  railroad  with,  any  other  railroad 
now  constructed,  or  which  may  hereafter  be  con- 
structed in  this  State ;  and  for  that  purpose  full 
power  is  hereby  given  to  said  company,  to  make 
and  execute  such  contracts  with  any  other  compa- 
ny as  will  secure  the  objects  of  such  company." 

The  Supreme  Court  declares  in  reference  to  tlie 
clause  above  cited,  that  its  obvious  and  natural 
interpretation  is  its  only  true  one,  and  that  admits 
ting  it  to  be  possible  that  the  Legislature  of  Illinoi.>< 
really  intended  to  prevent  the  extension  of  the 
road  in  question  to  Alton,  they  could  not  have 
used  language  more  appropriate  to  such  a  purpose 
than  that  of  the  clause  above  cited. 

It  was  upon  the  argument  strenuously  urged  in 
opposition  to  this  mode  of  construing  the  charter, 
that  a  full  consideration  of  the  different  provisions 
thereof,  showed  that  the  Legislature  intended  to 
confine  the  operations  of  the  road  to  the  county  of 
St.  Clair.  The  charter  provides  that  the  awards 
of  the  Commissioners,  in  relation  to  damages  for 
lands  taken,  must  be  filed  in  the  Clerk's  oflBce  of 
that  county ;  that  the  notice  of  application  to  the 
Governor  for  the  appointment  of  Commissioners 
must  be  advertised  in  a  newspaper  of  that  county ; 
that  in  case  of  an  appeal  from  the  decision  of  the 
Commissioners,  the  bond  required  in  certain  cases, 
must  be  acknowledged  before  the  Clerk  of  St. 
Clair  county.  --■."■.■■■;...: 

But  the  Court  decided  that  hese  provisions  re- 
stricte  1  the  operations  of  the  company,  as  conten- 
ded by  those  whA  were  opposed  to  it.  The  prin- 
cipal object  of  the  charter  was  regarded  by  the 
Court  as  being  the  charter  of  a  road  in  the  county 
of  St.  Clair  from  Belleville  to  Illinoistown.  This 
being  the  principal  object  of  the  charter,  it  was 
natural  thaC  as  the  principal  office  of  the  company 
was  to  be  at  Belleville  in  that  county,  so  the  legal 
proceedings  in  regard  to  the  laying  out  of  the 
road,  should  be  instituted  there,  so  far  as  the  pro- 
visions of  the  charter  indicate.  The  principal  ob- 
ject contemplated  by  the  Legislature,  was  laying 
out  the  road  from  Belleville  to  Illinoistown,  and 
they  shaped  the  charter  accordingly,  but  never- 
theless, they  clearly  contemplated  the  possibility 
of  an  extension  of  the  road  beyond  the  county  of 
St.  Clair,  and  with  this  view  the  17th  section 
above  cited  was  introduced  with  the  bill. 

Such  does  the  Court  tinderstand  the  legal  inten- 
tion of  the  Legislature  to  be,  as  fairly  inferred 
from  the  language  they  have  employed.  It  was 
urged  that  it  never  could  have  been  designed  by 
the  Legislature  to  authorize  the  eztensioQ  of  the 


Belleville  and  Illinoistown  road  to  any  and  every 
railroad  in  Illinois,  at  its  pleasure.  But  if  not, 
they  should  not  have  used  such  language  as  com- 
pels the  court  to  draw  an  inference  which  was  not 
intended.  The  Court  cannot  inquire  into  the  de- 
tails of  Legislative  history  cotemporaneous  with 
the  enactment  of  laws.  The  law,  when  once  en- 
acted, must  speak  for  itself ;  it  is  the  exi)onent  of 
the  will  of  the  Legislature,  and  must  not  be  frit- 
tered away  by  the  Courts.  Although  the  language 
of  a  statute  may  be  direct'y  contrary  to  what  the 
Couit  may  privately  know  to  have  been  the  actu- 
al purpose  of  and  int  ntion  of  the  Legislature 
which  enacted  it,  provided  the  language  of  such 
statute  is  unequivocal  and  explicit,  the  Court  is 
bound  to  enforce  it.  Accordingly,  when  the  Leg- 
islature of  Illinois  passed  an  act  to  increase  the 
punishment  of  manslaughter,  and  at  the  same  timi' 
repKjaled  the  old  laws  in  regard  to  this  offence,  the 
Court  was  reluctantly  obliged  to  discharge  several 
prisoners  who  stood  indicted  for  manslaughter, 
because  [by  the  unavoidable  interpretation  of  the 
statute,  the  law,  by  virtue  of  which  they  had  been 
imprisoned,  was  annulled.  Yet  this  result  was 
due,  not  to  the  actual  intention  of  the  Legislature, 
but  only  to  an  oversight  of  theirs  in  the  framing 
of  a  statute. 

The  Court  also  overruled  the  Constitutional  ob- 
jections to  the  charter,  as  embracing  different  sub- 
ject matters.  Tlie  object  of  the  charter  was  to 
authorize  the  construction  of  a  railroad,  and  the 
particular  appellation  of  a  company,  as  in  this  case, 
the  Belleville  and  Illinoistown  was  to  be  regarded 
rather  as  a  matter  of  fancy  than  of  exact  descrip- 
tion. The  charter  sanctioned  the  construction  of 
a  road  and  of  nothing  foreign  thereto. 

Very  many  charters  were  far  more  complex ; 
sometimes  providing  both  for  the  construction  of 
branch  roads  and  for  the  appropriation  of  immense 
tracts  of  land  in  carrying  out  the  main  design  of 
the  incorporation. 

In  conclusion,  the  Court  reversed  the  judgment 
of  the  Circuit  Court  and  remanded   the  cause  to 
hat  Tribunal  for  its  final  disposition. 

Steam  Carriages  on  Common  Roada« 

The  Scicnli/ic  American  takes  exceptions  to  all 
advocacy  of  steam  carriages  on  highways,  on  the 
ground  that  railways  are  more  economical  in  ope- 
ration. The  legitimate  conclusion  upon  these  pre- 
mises would  therefore  be  that  highways  should  be 
dispensed  with  altogether,  as  incompatible  with 
science  and  common  sense."  The  American  either 
mistakes  the  question  at  issue,  or  else  the  pur- 
pose of  highways.  We  assume  that  highways  are 
necessary  for  a  great  amount  of  business,  but 
which  at  the  same  time  would  not  support  a  rail- 
road. All  omnibus  business  is  of  this  description 
If  this  be  granted  the  question  is  not  one  of  road 
but  of  power.  It  is  not  that  of  highways  against  rail- 
roads but  of  steam  against  horses.  The  result  may 
be  embraced  in  the  question  "  how  in  the  name  ot 
science  and  common  sense  can  the  American  advo- 
cate horse  power  in  these  days  of  railways  and 
cheap  locomotion  V  If  highways  are  indispensi- 
ble  to  a  large  business  of  uniform  movement  why 
not  give  them  the  advantage  of  steam  1 

In  the  following  article,  copied  from  the  Avitri- 
can,  we  will  admit  that  not  less  than  a  300  or  per- 
haps 350  horse  engine  would  be  required  on  a  com- 
mon road  to  do  the  work  (load  X  by  speed)  of  a 
40  horse  engine  ou  a  railroad. 


"  We  see  that  steam  carriages  for  common  roads, 
are  being  again  advocated  and  commented  upon 
by  a  number  of  •ur  cotemporaries.  How  in  the 
name  of  science  and  common  sense  they  can  do 
this  is  surprising  to  us,  in  these  days  of  railways 
and  cheap  locomotion.  It  might  have  appeared 
sensible  to  advocate  steam  carriages  fbr  common 
roads  before  railroads  were  invented,  but  not  now. 
When  it  is  considered  that  heavy  rails  and  straight 
lines  lessen  the  running  expenses  of  railroads  about 
40  per  cent.;  and  when  H.  is  considered  that  a  40 
horse  power  engine  will  draw  as  much  on  a  rail- 
road as  a  200  horse  power  engine  on  a  common 
road,  the  idea  of  using  them  on  common  roads  is 
preposterous.  The  question  is  one  of  ecoupmy, 
and  the  man  who  advocates  locomotives  for  com- 
mon roads,  when  such  superior  advantages  are  ob- 
tained from  railroads,  forgets,  thatR  ip  Van  Win- 
kle sleeps  no  more. 


New  Slide  Valre  for  Loromottvea* 

The  capacity  of  the  steam  ports,  for  supplying 
steam  to  the  cylinders  of  locomotives,  is  infiuenced 
materially  by  the  adjustments  of  the  valve.  With 
the  link  motion,  in  general  use  for  effecting  vari- 
able admissions  of  steam  to  locomotive  cylinders, 
an  unavoidable  consequence  is  the  contraction  of 
the  steam  openings  with  successive  reductions  of 
the  motion  of  the  valve.  Assuming  that  th«  gene- 
ral allowance  of  l-14th  the  area  of  the  piston  is 
the  proper  proportion  for  the  steam  opening,  we 
may  compare  the  results  derived  from  the  link 
motion  and  obtain  an  ideapf  the  necessity  for  their 
improvement.  :-l.e' 

The  following  table  shows  the  successive  con- 
tractions of  the  steam  openings,  attendant  on  in- 
creased expansion,  in  the  later  engines  of  Rogers, 
Ketchum  &>  Grosvenor's  manufacture,  and  having 
cylinders  of  16  inches  diameter  and   22   inches 
stroke,  and  ports  of  14  inches  by  1)^  inches. 
Bteam    Op)ening    Area  of    Diam.     Proportion  of 
admis-    of  steam   opening    ofcir-"      opening  to 
sion  in       port.  cle  of  area  of 

inches,  ..      ...       ..    equal         .piston. 

of  22      .  1     area. 

inch  "-I  '  ^j^ 

stroke.  ' 

in.  in.  sqr.  in.  in.  /' 

19%        li<  17^        sc.4^  1.12 

18  IM  15^        8c,4g 


1.13 
16  34'  10>^         fl.  3%  1.19 

"  fl.  3i| 


1 

3; 
14  9-16 

12M        }4 

11  7-16 

8  6.16 


4% 


1.25 
3  1.29 

2 13-16  1-83 
2  9-16  1-40 
2}^  1.46 


The  contraction  of  the  exhaust  ports  is  not  to  so 
great  an  extent,  but  as  the  exhaust  should  be 
made  in  the  shortest  interval  of  time  a  double 
opening  with  a  given  throw  of  valve,  would  tend 
to  relieve  it.  The  "  double  exhaust,"  as  Hack- 
worth's  valve  is  usually  misnamed,  only  retains  the 
steam  within  the  valve  for  a  certain  time,  afler 
which  it  allows  exhaustion  through  two  ports  not 
in  immediate  donnection  with  the  cylinder.  The 
escape  of  steam  from  the  cylinder  is  not  materially 
expedited  by  its  action,  nor  is  that  made  an  object 
of  its  use.  Its  primary  object  was  to  pass  a  portion 
of  the  exhaust  steam  from  one  end  of  the  cylinder 
to  the  other,  to  save  steam  for  "  lead,"  but  in  some 
applications  of  this  valve  to  engines  built  at  Man- 
chester, N.  H.,  we  know  that  the  cavity  or 
"  throat"  of  the  valve  was  narrower  than  the  dis- 
tance between  the  inner  edges  of  the  steam  ports, 
so  that  this  effect  was  lost. 

To  avoid  the  contraction  of  the  induction  ports, 
John  V.  Gooch,  of  the  London  and  South  Western 
Railwaj  of  JESnglaudj  applied  a  stationary  plate  to 
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the  back  of  the  valves  of  bis  engines,  having  open- 
ings adjusted  to  match  other  openings  in  the  valve, 
so  that  admission-  of  steam  occurred  at  two  points 
at  the  same  time.     This  is  shown  below. 


Zerah  Colburn  has  arranged  a  valve  in  combina- 
tion with  this  plan,  to  effect  a  double  exhaust, 
and  also,  if  necessary,  to  avoid  "compression"  of 
steam  between  the  piston  and  cylinder  head,  after 
the  valve  has  closed  the  port  for  exhaust  and  just 
previous  to  the  admission  of  steam.  Ihe  valve  is 
shown  below.  .:.,:';    - 


The  upper  portion  (grained  downwards  in  the 
cut  from  right  to  left)  is  a  stationary  plate,  resting 
upon  the  back  of  the  valve,  and  having  steam 
openings  for  induction,  and  a  cavity  with  bars  for 
extra  exhaust.  The  central  portion  of  the  station- 
ary plate  is  similar  in  form  to  a  Hackworth  valve. 
By  adjusting  the  width  of  the  bars,  and  of  the 
exhaust  passages  in  the  valve,  all  "  compression," 
such  as  has  been  before  spoken  of.  may  be  avoid- 
ed. Or,  by  making  the  bars"  of  sufficient  width  to 
close  the  exhaust  passages  in  the  valve,  when  the 
cylinder  port  is  closed  by  the  valve,  the  usual 
"  compression"  will  be  preserved. 

Mr.  Colburn,  of  this  Journal,  will  send  working 
drawings  of  this  valve  to  parties  desiring  them. 

Mr.  Robertson,  of  the  firm  of  Palm  &  Robertson, 
of  St.  Louis,  merits  the  credit  of  an  invention  for 
the  same  purpose  as  the  above,  and  quite  nearly 
the  same  in  principle,  except,  that  another  wearing 
surface  is  involv<  d.  Mr.  Robertson  has  already 
applied  the  double  induction  to  some  of  the  loco- 
motives building  at  his  works,and,  as  we  learn,with 
an  improved  result  in  working. 

With  the  improved  means  for  the  passage  of 
steam,  the  link  motion  is  destined  to  become  uni- 
versally used  for  efficiency,  economy  and  safety. 
Some  of  the  new  engines  of  the  Erie  road,  as  we 
learn,  are  being  fitted,  however,  with  the  separate 
cut-off;  a  step  backwards  as  we  should  judge 
which  none  but  a  strict  conservative  would  take. 


Copper  from  Lake  Superior^ 

The  copper  export  from  the  Lake  Superior 
mines  for  the  season  of  1853,  is  stated  at  2,535 
tons,  of  the  gross  value  of  $1,014,000.  About 
1,600  tons  were  shipped  to  Cleveland,  and  936  di- 
rect to  New  York.  The  value  of  the  smelted  cop- 
per at  Cleveland,  when  it  is  prepared  for  the  West- 
em  markets,  is  about  $600  per  ton. 

BelWdcre  Rallroofl  of  He^v  Jersey. 

The  first  train  over  the  Belvidere  Railroad 
reached  Phillipsburg,  opposite  Easton,  Pa.,  on 
Friday,  Feb.  3.  About  500  passengers  went  through 
from  Philadelphia,  while  at  LambertviUe,  N.  J. 
the  train  received  an  accession  in  the  Governor 
and  Legislature  of  New  Jersey. 


Annuiil  Meeting  of  the  Boatou  nn<l  L.owcll 
Hallroad  Company. 

The  Annual  meeting  of  this  Corporation  was 
held  at  the  office  of  the  Treasurer,  in  Boston,  on 
Wednesday  Jan.  4. 

The  report  of  the  Directors  for  the  year  ending 
30th  November,  1863,  was  presented.  The  gross 
receipts  for  the  year  have  been  $434,599  99,  of 
which  $172,  882  01  was  from  passengers,  and 
$261,717  98  from  freight.  The  receipts  for  the 
year  ending  Nov.  30,  1862,  were  $388,108  37.— 
Showing  an  increase  of  income  for  the  year  1853, 
of  $46,491  62.  The  running  expenses  for  the 
year  1853  were  $316,869  23  ;  to  which  should  be 
added  balance  of  interest  account,  $3,632  42  and 
the  result  is  that  the  net  profits  of  last  year's  busi- 
ness has  been  $114,098  34,  or  about  6i  per  cent, 
on  the  capital  paid  in. 

Of  the  income  about  62i  per  cent,  or  $271,791 
22  have  been  derived  from  business  confined  to 
the  Boston  and  Lowell  Railroad :  and  37}^  per 
cent,  or  $162,808  77,  from  that  done  in  connection 
with  other  railroad  companies.  Of  the  former, 
amounting  to  $271,791  22,  a  little  more  than  one 
half,  $137,808  58  has  been  for  the  transportation 
of  passengers,  and  $133,982  64  for  that  of  mer- 
chandise ;  while,  of  the  $162,808  72  received  for 
work  done  in  connection  with  other  roads,  $36, 
073  43  were  for  passengers,  and  $127,735  34  for 
merchandize. 

As  already  stated,  the  gross  income  has  been 
$46,491  62  larger  than  for  the  preceding  year  ;  the 
passenger  receipts  liaving  increased  by  $15,712  06 
and  the  freight  receipts  by  $30,779  56.  The  net 
profits  in  1852  were  $180,881  04;  in  1853  $114- 
098  34. 

Some  progress  has  been  made  in  the  work  of 
extending  the  road  from  East  Cambridge  to  Mar- 
ket street  in  Boston.  The  amount  charged  to  that 
account  is  $35,646  87. 

The  whole  amount  of  the  debt  of  the  Corpora- 
tion is  $205,500.  The  balance  to  the  debt  of  the 
jtgent,  for  wood,  rail  iron,  and  other  materials  on 
hand,  and  for  uncollected  freight  is  $45,194  13. 

The  total  number  of  passsugers  carried  in  the 
cars  has  been  657,391.  Number  carried  one  mile, 
9,576,208 ;  tons  of  merchandise  carried  in  the  cars) 
802,630;  tons  carried  one  mile,  7,542,574,  rate  of 
speed  adopted  for  express  passenger  cars,  includitig 
stops,  3466-100  miles  per  hour  ;  average  rat«  ac- 
tually attained,  including  stops,  34 1-10  miles  per 
hour ;  rate  of  speed  adopted  for  accommodation 
trains,  26  miles  per  hour;  speed  actually  attained, 
26  29-100  miles  ;  average  rate  of  speed  adopted  for 
freight  trains,  12  miles  per  hour. 

The  year  of  largest  receipts  was  in  1848,  $461,- 
339  35  ;  of  largest  net  rcct^ipts,  1847,  $195,147  24. 
From  1839  to  1851,  the  annual  dividend  was  8  per 
cent,  in  1862  6i  per  cent.,  and  in  1853  6  per  cent. 
The  surplus  of  1863  was  $4,298  34.  Total  surplus 
on  hand,  $99,742  37. 

The  report  was  accepted    and  the  following 
Board  of  Directors  were  chosen :— George  W.  Ly- 
man, William    Sturgis,   Eben    Chadwick,    Isaac 
Hinckley,  and  G.   Howland  Shaw. — Boston,    Tra 
veller.  , 


Railroad  Iron  via  Toledo. 

The  total  amount  of  railroad  iron  cleared  at 
Albany  by  the  Erie  Canal  during  the  year  1853, 
was  73,660  tons.     The  amount  received  by   Lake 

at  Toledo,  the  same  season  was 45,020  tons 

In  1852 33,'208  " 


Increase n  812 

Or  38^  per  cent. 

Of  this  amount  there  were  shipped  by  Canal 

ft-om  Toledo,  in  1853 29,036  tons 

In  1852 20,966    " 

Increase 8069  " 

Or  38j^  per  cent.  "     ' 

Supposing  the  amount  received  the  past  season 

to  average  60  pounds  to  the  yard,  the  quantitv  is 

suflicient  for  the  construction  of  426  miles  of  road. 

At  56  pound8,which  is  perhaps  nearer  the  average, 

it  is  sufiicieut  for  456  miles. 


Car  Building  lu  Ma«<Uoi>,  ludlana. 

The  following  article,  copied  from  the  Madison 
Banner,  shows  the  extent  and  efficiency  of  one  of 
the  most  important  manufactures  established  in 
t  at  place.  ;f 

SOCTH    WESTERW   CAR    SHOP. 

Prominent  among  th«  large  manufacturing  es' 
tablishments,  involving  heavy  capital  and  many 
equipments,  in  our  city,  is  the  Southwestern  Car* 
shop  of  Wm.  Clough. 

We  were  not,  until  recently,  at  all  aware  of  the 
large  extent  of  this  establishment  and  of  the  bu- 
siness done  by  it,  The  smoke  of  its  forges,  the 
ring  of  hammers,  and  the  din  of  machinery,  the 
piles  of  lumber,  and  the  number  of  workmen,' 
however,  soon  assured  us  ofjts  dimensions  and  its 
prosperous  business.  We  found,  on  inquin,-,  that 
Mr.  Clough  has  executed  orders,  by  constructing 
cars,  passenger  or  freight,  or  both,  for  nearly  every 
oad  in  Indiana — that  his  work  is  familiar  on  the 
Terre  Haute  and  Richmond,  the  Lafayette  and  In- 
dianapolis, the  New  Albany  and  Salem,  the  In- 
dianapolis and  Bellefontaine,  the  Jefferson ville, 
and  the  Indianapolis  and  Lawrenceburg  roads. 
This  fact,  of  itself,  best  evinces  the  good  and 
wide  repute,  for  workmanship,  of  the  SouthwesU^ 
ern  Car  Shop.  We  know  no  better  combination 
of  tact,  skill,  capital  and  industry  than  in  this 
shop.  We  have  taken  some  pains  to  know  some 
of  the  details  of  this  "institution"  as  it  is  called.  • 

The  principal  shops  are  constructed  in  the  form 
of  three  sides  of  a  hoUow^  square,  with  an  East 
front  of  one  hundred  and  twenty  feet  and  a  front 
on  Jackson  and  High  streets  of  each  one  hundred 
and  sixty  feet.  The  machine  shop  is  seventy  by 
one  hundred  feet,  and  the  truck  shop  forty  by 
eighty  feet.  In  addition  to  these  are  the  dry  house 
and  steam  room  for  preparing  lumber,  and  num- 
berless ajxiliary  buildings,  sheds,  &c.,  whicli  ; 
should  be  conipute<l  by  the  acre. 

As  it  is  tlic  proprietor's  design  to  excel  in  su- 
periority of  work,  he  has  provided  himself  with 
ail  the  latest  and  most  approved  machinery,  in- 
cluding the  best  specimens  of  machines  for  tenon- 
ing, wood  boring,  grooving  and  moulding,  wheel 
boring  and  punching,  scroll  and  circnlar  saws, 
drill  presses,  bolt  cutters,  and  very  many  other 
machines  of  which  we  know  not  the  names.  The 
blacksmith  shop  has  twelve  forges  and  the  neces- 
sary appliances  for  rapid  work. 

The  number  of  hands  employed  is  al>out  one 
hundred,  receiving  weekly  wages  of  from  nine  to 
fifteen  dollars.  Tlie  house  accommodations  for 
iliose  hands  and  their  families,  grouped  around 
and  near  the  shop,  constitute,  of  themselves,  a  - 
village  and  an  imi>ortant  suburb  to  the  city ,  recenU' 
ly  grown  up. 

The  machine  and  manual  capacities  and  all  a{>. 
pliances  are  adequate  to  the  construction  of  three 
hundred  freight  and  twenty-five  passenger  cars 
per  year. 


Or»ad  Trmak  Rallwmjr  •€  Canada. 

Earnings  for  week  ending  Jan'y  Ilk,  1854. 

3,881  passengers /$3,226 

1,816^^  tons  merchandize 3,.384 

117,072  feet  lumber 156 

Other  e.-irning8 1,233 


as 

78 
GO 
36 


Total  equal  to  £1,644  Ss  9d $8,001  Z2. 

Week  en/ling  Jan'y  Wtk,  1864.      "    '    f 

3,233)^  passengers $2,466  24 

2,463^^  tons  merchandize 3.946  86 

327,516  feet  lumbar 499  04 

Other  earnuigs ,  ..   1,959  83 


ToUl,  equal  to  jC1,822  18s.  6d ;. . .  $8,871  56 

Week  ending  Jan'y  21s/,  1854. 

3,706  passengers $3,019  79 

1,493&  tons  merchandize 4,514  44 

488,822  feet  lumber ..      8«1  10 

Other  earnings 2,268  15 


Total,  equal  to  £2,184  19s  3d $10^633  49 
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Blaw  EuKland  R«llroatl«« 

We  would  c*ll  atteDlion  to  the  article  in  another 
colamn,  headed  "Concentration  of  Power."  Al- 
though somewhat  elaborated,  wo  believe  it  con- 
tains facts  of  the  greatest  importance  to  the  inter- 
ests of  many  of  the  New  England  roads.  We 
think  that  while  Mr.  Colbum  has  shown  the  ele- 
ments which  enter  into  the  cost  of  transportation, 
he  has  also  shown  that  a  large  proportion  of  the 
latter  is  affected  only  to  a  moderate  extent  by  the 
application  of  the  principle  advocated,  and  that 
the  net  earnings  would  be  largely  increased  in  the 
case  of  its  application.  Taken  in  connection  with 
his  previous  articles  on  the  economical  working  of 
grades,  it  demonstrates  that  the  Western  road, 
and  others  having  similar  characteristics, — need 
not  require,  in  comparison  with  more  level  roads, 
a  working  expenditure  in  proportion  to  their  total 
rise  and  fall.  It  shows  that,  were  there  a  large 
business  open  to  competition,  the  mere  reduction 
of  grades  by  a  rival  road  could  not  warrant  the 
expenditure  for  its  construction. 

The  article  to  which  wc  have  referred  discusses 
a  principle,  but  omits  the  full  examination  of  the 
present  system  of  working  the  Western  road. 
From  some  tables,  however,  prepared  by  Mr.  Col- 
burn,  may  be  gathered  an  idea  of  its  results.  These 
are  anaexed  below. 

Table  of  Movement  of  Freight 


O         M 


Tons  of 
freight 
Year.         moved 

one  mile.     oJ  W  § 


2*0 


^  S  —    if 


.  .       o 

1847....  28,037 ,628  75 

1848....  24,666,129  70 

1849....  25,307,140  70 

I860....  25,206,808  72 

1861....  23,304,050  71.4 

1862....  23,724 ,070  69 

1863....  28,163,654  60.6 


o  -  .5*  .  •"  ° 
■»»  c  « "O  op 
a  «  J-  «      si 

^^"Sa  «^ 
S  ^  §  o      *  .tf 

^  SS<t: 

26  513,772 

30  454,272 

30  400,941 
28  463,111 
28.6  459,323 

31  510,468 
33.3  689,314 


TaUe  of  Number  and  Capacity  of  Trains. 


£•5.0 


©    IP  CO 

o 


tUDB   2 
(U    ?    Vs 


5.26 
4.65 
4.71 
4.66 
4.70 
6.23 
6.00 


ce  <  -J 
S;M  w) 
(-«-  • 

<  ®i: 

tons. 

81.9 

76.00 

76.86 

80.07 

72.44 

64.13 

64.00 


a,  ►* 


tons. 
27.3 
32.6 
32.94 
31.13 
29.02 
28.81 
32. 


Year.      "S^S 
...      ..£*•§ 

1847....  1,646 
1848....  1,466 
1849..-.  1,477 
I860....  1,466 
1851... .1,472 
1862....  1,636 
1863.  ...1,888 

Tabu  of  Receipts  and  net  Earnings;  from  all 
•■.,;■  r;v  ■  ;■  \  •  ,      sources.         ■•■,.'■,'■■■. 
' ' .•  ■^■.'•- . ;■  v'-'  '■  ■•-;  ■  -.  '   ■ '     .J     ai 

0^   V   Q 

Year.        Gross  Eaminga.     Net  Earnings.     «  ^  "5 

4<    O    « 

1847 SI  ,325,336  06        $648,046  31  49 

1848 1,332,068  29  679,71118  51 

1849 1,343,810  67  755,487  99  515 

1860 1,366,262  47  761,964  32  66 

1861 1,863,894  63  766,138  43  66 

1862 1,339,373  09  683,194  92  61 

1863 1,625,223  02  746,736  00  49 

By  a  table  contained  in  the  article  referred  to 
it  will  be  seen  that  the  average  charge  per  ton  per 
mile  has  been  nearly  2.8  cents  for  several  years. 
Allowing  tbe  passenger  business  to  be  as  profitable 
now  as  in  1847,  the  above  tables  show  that  jn 
those  years  wherein  the  capacity  of  freight  trains 


was  greatest  and  their  number^  the|least,  the  net 
earnings  were,  compared  with  the  relative  amount 
of  net  earnings  for  other  years,  nearly  16  per  cent, 
the  greatest. 

While  this  result  has  been  presented  the  deprt- 
ciation  of  iron,  at  least,  has  been  much  greater 
than  was  estimated  in  1862  and  allowed  for  in  the 
outlays  since  made.  In  the  report  of  the  investi- 
gating committee,  dated  Feb'y  lltb,  1852,  it  was 
estimated  that  the  duration  of  the  iron,  then  in 
the  single  track  would  be  about  eight  years.  At 
the  rate  of  present  renewals  the  whole  will  be 
taken  up  after  an  average  use  of  not  more  than 
4  years — perhaps  not  so  much. 

It  appears  that  the  motive  power  of  1853  is  the 
same  as  that  of  1847 ;  that,  as  the  business  has  in- 
creased, more  trains  have  been  run,  and  tfte  ex- 
penses have  increased  in  proportion,  or  even  in  a 
greater  proportion  as  has  just  been  shown.  Com- 
petition has  increased  and,  with  increase,  has  em- 
ployed better  facilities,  and  the  consequence  is 
the  diminution  of  eastward  bound  business  on  New 
England  roads.       '  '  ■  ^'^  •' ". . '  ~- 

To  reduce  the  expenses  of  trausportation,  and 
thereby  the  charge  on  the  freight  transported ;  to 
invite  a  freight  business  by  lower  rates  affording 
equal  remuneration,  and  thereby  to  secure  the 
travel  which  follows  trade,  Mr.  Colburn  proposes 
heavier  engines.  The  expedient  is  the  same  as  is 
already  adoi>ted  by  the  Reading,  Pennsylvania 
Central,  Baltimore  and  Ohio,  and,  to  an  extent, 
by  the  Erie  roads,  and  involves  no  new  principles 
or  untried  applications.  Tiiu  merit  of  Mr.  Col- 
barn's  labor  is  in  the  complete  exposition  he  has 
given  of  its  advantages,  such  as,  we  feel  assured, 
the  class  of  ruads  similar  to  the  Western  must  yet 
secure. 


FramUln  Canal  Compaay* 

The  following  statements  are  from  the  report  of 
the  Franklin  Canal  Company,  presented  to  the 
Pennsylvania  Legislature : 

The  Company  have  expended  on  that  portion 
of  their  railroad  which  they  have  constructed  and 
now  own,  extending  from  the  City  of  Erie  and  the 
west  bank  of  Crooked  Creek,  in  Springville  town- 
ship, a  distance  of  about  twenty  miles,  the  sum  of 
S602,262  67.  This  sum  includes  cost  of  ballastr 
ing  and  fencing  the  road  and  station  building. 
The  gross  earnings  of  said  Company's  road  for  one 
year,  commencing  Dec.  1,  1862,  and  ending  on 
the  first  day  of  December,  1863, 

Amounted  to $129,906  87 

Deduct  running  expenses 

and  repairs  of  track. . .  $50,274  36 
Interest  on  rolling  stock  ^^    •..,;.•:■ 

on  the  road — taxes  on  *.'.'-*.•    V... 

$600,000  capital  stock  . ' -  ^  -.   ,  •  -  ' 

—interest  on  $66,000 

bonds    issued    by   the  ••( y. 

Company 14,27188 

64,546  78 

And  interest  on  $36,252  57  due  the 

C.  P.  and  A.  R.  R.  C» 66,360  64 

From  this  sum  should  be  deducted  the  estimate 
of  aimual  deterioration  on  such  parts  of  the  Com- 
pany's works  and  fixtures  as  are  liable  to  decay  or 
destruction  by  time  or  use,  as  set  forth  in  the  re- 
port of  the  Directors,  and  it  leaves  the  net  earn- 
ings a  fraction  over  7i  per  cent,  on  the  capital  of 
$500,000. 

The  Company  have  issued  $66,000  Bonds,  s  - 
cured  by  mortgage  on  the  road,  aad  whieh  are 
still  outstanding.  The  Company  also  owes  the 
Cleveland,  Painsville  and  Ashtabula  Railroad  Co., 
for  cash  advanced,  $S6,252  57,  making  the  entire 
indebtedness  of  the  Company  :$1U2,252  57. 


Improvemettt  In  Steam  Hammers. 

The  advantage  of  steam  over  other  hammers  is 
in  their  power  of  action,  and  in  llie  control  which 
may  be  had  over  their  movements.  The  latter 
point  is  of  particular  importance  in  finishing  forg- 
ed work,  as  without  it,  accuracy  of  form  cannot 
be  obtained,  and  there  is  great  waste  of  iron  and 
labor  in  turning  and  plaining.  Power  of  action 
is  also  essential  in  making  sound  forgings. 

We  learn  that  Mr.  Robert  R.  Taylor,  of  Reading*^ 
Pa.,  has  made  an  important  improvement  in  the 
valves  and  passages  of  steam  hammers,  and  has 
built  hammers  with  these  improvements,  so  sensi- 
tive to  the  valve  as  to  allow  of  placing  a  watch 
upon  the  anvil,  and  of  breaking  only  the  crystal, 
without  injuring  the  dial.  The  claim  attached  to 
his  patent  shows  the  importance  of  the  points  to 
which  his  improvements  tend.    It  is  as  follows : 

"  I  claim  the  arrangement,  as  described,  of  the 
steam  ports  and  p.-issagcs,  the  variable  automatic 
valve  for  directing  the  steam  alternately  above 
and  below  the  piston,  and  for  admitting  a  variable 
quantity  of  steam  beneath  the  piston,  and  the  ad- 
justable hand  valve,  to  exclude  altogether  the 
steam  from  above  the  piston,  or  to  admit  a  great- 
er or  less  quantity  of  it,  both  valves  being  .-uljusta- 
ble  while  the  hammer  is  in  operation,  so  that  the 
steam  can  be  made  to  act  with  a  variable  force  on 
either  the  up  and  down  strokes  of  the  piston,  or 
of  both,  or  prevented  from  acting  on  the  down 
stroke,  without  interrupting  the  action  of  the  ham- 
mer, as  set  forth." 

We  may  allude  to  this  improvement  again. 

'  I  'i  .ll.l  BB 

Sontti -Western   9ar  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at   short  notice,  for  all  kirds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enal>le  the  subscri- 
ber to  afford  peculiar  advanUtges  to  Companies 
requiring  work  delivered  in  the  South  and  West,  ^ 

W.  CLOUQH. 
Refer  to 
Jno.  Brough,  Esq.  Winslow,  Lanier  dc  Co. 

feb.18.  Im. 

To  Railroad  £ngrineers  and 
Contractors. 

WANTED,  a  corps  of  efficient  Engineers  and 
Contractors,  for  the  construction  of  a  Rail- 
road in  one  of  the  Southern  States.     Apply  to 

DUFF  GREEN,  v 
New  York,  Feb.  14th,  1854. 


H 


Wm.  J.  Youngr 


AS  removed  his  EngiDeehng  und  Suneyinj;  Manufactory  to 
Ho.  S3.  North  Seventh  Street,  Philadelphia. 


Railroad  Liettinir* 


PROPOSALS  will  be  received  by  the  under- 
signed at  the  Engineer's  Office,  Dover,  Dela- 
ware, until  March  14th,  inclusive,  for  the  Qradua- 
tion.  Masonry  and  Superstructure  of  the  DELA- 
WARE RAILROAD,  extending  frym  the  New 
Castle  and  French  town  Railroad  to  Seaford,  a 
distance  of  70  miles,  through  a  healthy  region, 
and  convenient  to  procure  hands  and  supplies. 

The  work  will  be  divided  into  sections  of  about 
4  miles  each. 

Maps,  profiles,  and  specifications  will  be  ready 
for  the  examination  of  contractors,  after  the  Ist 
of  March. 

Bidders  personally  unknown  to  the  undersigned, 
will  be  expected  to  produce  satisfactory  evidence 
of  their  responsibility. 

D.  H.  KENNEDY, 

feb.l8-tiul4  Resident  Engineer. 


AMERICAN    BAIJLROAD    JOURNAX.. 
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FULTON  CAR  WORKS, 

CINCINNATI,  OHIO. 

WjE  respoctfViUy  cull  tlio  attention  of  Railroad  Conipaniat.  and 
Contractors  in  the  Weat  and  South  to  our  etttablislimont 
Our  Ikcilitics  Tor  manulkcturing  aro  extciiuvc,  our  work  is  made 
from  the  y>est  material  the  couotr>'  afturds,  and  of  tho  mo«t  su 
perior  wcrkmanship-  We  are  prepare<l  to  execute  to  order  on 
short  notice  Passenger  Cars  of  the  most  approved  description 
an«l  elegant  linish  ;  Bugg&ge,  Freight,  Cattle  and  Gravel  Cars, 
also  Crank  and  Lever  Hand  Cars,  Truckf,  and  Railroad  work 
generally. 


To  Railroad  and  Canal  Co/s, 
Contractors,  &c. 

THB  undersigned  would  direct  the  attention  of  Chief  En- 
(nneers  and  Coatractors  to  the  licilities  Uiey  possess  for 
supplying  them  with  laborers,  mechanics,  <kc.  of  any  descrip- 
tion, and  also  to  inform  them  that  they  fbrward  t-uch  men  to 
whatever  destination  they  may  be  required. 

Companies  or  Contractors  desirous  o  (receiving  steady  and 
industrious  men,  will  be  promptly  supplied  at  the  shortest  pos- 
sible notice. 

JOHN  J.  HELLING  &  CO. 
No.  85  Greenwich  street.  New  York. 

flBW  YORK 

Wrought  iron  Railroad 
Chair  Company, 

OJUe,  38  Exchange  Place,  New  York. 

A.  B.  Lansing,  President. 


THIS  Company  la  prepared  to  receive  orders  (br  the  maim- 
tecture  of  Wrought  Iron  Railroad  Chairs  of  tho  best  ma> 
teilal,  OD  a  new  and  superior  model,  and  by  improved  pateoted 
machinery. 

The  thiekne«  of  the  Lips  of  tbe  Chair  increases  through  the 
beod,  where  the  greatest  strength  is  required,  and  dimiDiabaa 
towards  the  edge  ;— so  that  a  less  weight  of  metal  may  lie  used 
and  a  strength  acquired  equal,  if  not  superior,  to  that  of  aheavior 
Chair  of  uniform  thickness. 
*>- 

Rail  Road  Letting. 


mam 


PROPOSALS  will  be  received  at  the  Office  of 
the  Company  in  the  City  of  Evansville,  Indiana, 
until  6  o'clock,  P.  M.,  of  Wednesday,  \btk  day  oj 
February,  1854,  for  the  Grubbing,  Grading  and 
Bridging  of  that  part  of  the  1st  Division  of  the 

EVANSVILLE,  INDIANAPOLIS,  AND  CLEVE- 
LAND STRAIGHT-LINE  RAIL  ROAD, 
Extending  from  Evansville  to  the  Crossing  of  the 
Ohio  and  Mississippi  Rail  Road,  in  Daviess  Coun- 
ty, a  distance  of  fifty-four  miles. 

The  work  will  be  divided  into  sections  of  about 
one  mile  each,  and  proposals  will  be  received  for 
one  or  more  sections,  or  for  the  whole  line. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 
1st  of  February,  and  all  necessary  information 
given  on  application  to  W.  C.  Moohe,  Chief  Engi- 
neer. 

.     .         0.  n.  SMITH,  President, 

W.  CARPENTER,  Vice  Prest. 

Evansville,  Jan.  2, 1854. 

Ontario,  Simcoe  &  Huron  R.R. 

CANADA. 
n^HIS  road  opeoed  in  May  last  to  Lake  Simcoe  is  expected  to 
•*•  be  completed  to  Uie  Georgian  Bay,  Lake  Uurea  a 
distance  of  96  miles  in  June  next  where  it  will  fonn  the  shorten! 
and  most  aijroeabla  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  present  the  Passenger  Trams  leave  Torooto  for  Barrie  (64 
miles)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day—' 
On  tiie  opeuiflg  of  the  navigatkn  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  will  convey  passengers 
throtigh  that  Lake  and  Lake  Conchiching  to  Onlla  whence  u 
stiort  portage  of  eighteen  miles  will  take  them  to  tlio  waters  of 
Lake  Huron  to  the  steamer  (Kaloolah)  which  runs  to  the  Sault 
i*t.  Muhe  and  intermediate  ports  tbrmiiig  the  most  expoditir)us 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
and  Superior. 

Arrangements  will  be  made  on  the  completioo  of  the  road  to 
the  Georgian  Bay  t>r  a  line  of  first  class  Steamers  to  extend  their 
trips  to  the  ports  on  Lake  MKtiigaa. 

ALFKED  BKtJNEL, 
Superioteodent. 


Valuable 

Engineering  and  Mechanieal  Works, 

Importkd  and  For  Sale  by 

JOHN  WILEY,  167  Broailway. 
DEMPSEY'S     PRACTICAL     RAILWAY 
ENGINEER.      1  vol.   4to,    with  60  En- 
gravings, bound  in  ha'f  Morocco S11,00 

SCOTTS     ENGINEERS'    AND     MACHI- 
NISTS' ASSISTANT,   2  vols.  Quarto...    20,00 
TREDQOLD    on    the  LOCOMOTIVE  EN- 

r-:  .  GINE,  half  calf 15,00 

on  the  MARINE  ENGINE, 

half  calf 24,00 

„            on   the   STATIONARY  EN- 
GINE, &c.,  half  calf 24,00 

TREATISE  on  the  STEAM  ENGINE   by 

the  Artizau  Club 6,00 

WEALE'S  THEORY,  PRACTICE  and  AR- 
CHITECTURE   of    BRIDGES, 

3  large  vols.,  half  bound 25,00 

SUPPLEMENTARY  VOL.  (just 

published),  half  bound 14,00 

TRAUTWINE   on  RAILROAD  CURVES, 

turk 

on  EMBANKMENTS  AND 

EXCAVATIONS 

WILMES'  HANDBOOK  of  PLAIN  and 
ORNAMENTAL  MAPPING,  and  En- 
gineering Drawing,  for  Civil  and  Mecha- 
nical Engineers 

WOOD'S     PRACTICAL     TREATISE    on 

RAILROADS,  8vo 

RYDE'S  TEXT  BOOK  for  the  USE  of  AR- 
CHITECT'S,   ENGINEERS,    SURVEY- 

ERS,  &c.  1  vol  Royal  Svo 

GREGORY'S  MATHEMATICS  for  PRAC- 
TICAL MEN.  Svo 

BARLOW  on  the  STRENGTH  of  MATE- 
RIALS and  on  CONSTRUCTION 4,50 

LARDNER  on  the  STEAM  ENGINE.  New 

Edition 2'00 

SCRIBNER'S  ENGINEER'S,  SURVEY- 
OR'S   and  CONTRACTOR'S    POCKET 

TABLE  BOOK 1,50 

SCRIBNER'S  ENGINEER'S  and  MECHA- 
NIC'S CO.MP  ANION 1,.jO 

BUCK  ON  OBLIQUE  BRIDGES.  Illust- 
rated with  Plants,  &c 4,00 

EXAMPLES     of    RAILWAY     MAKING. 

With  PRACTICAL  ILLUSTRATIONS..     3,50 
SIMM'S   on    LEVELLING  and  SETTING 

OUT  RAILWAY  CURVES.  8vo 2,25 

SIMM'S  on  MATHEMATICAL  INSTRU- 
MENTS, 8vo 2,25 

HAUPT   on   BRIDGE    CONSTRUCTION. 

8vo 3,00 

QUESTED'S    TREATISE    on    RAILWAY 

SURVEYING  and  LEVELLING.     8vo...     1,75 
Together  with  an  extensive  assortment  of  Books 
in  every  department  of  science. 


1,00 
1,00 

7,50 
5,00 


8,50 
COO 


LAWRENCE  SCIENTIFIC  SCHOOL, 
Harvard  University. 

THE  next  Term  of  this  Institution  will  open  on 
the  second  day  of  March,  1864,  and  continue 
twenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Prac- 
tical Exercises,  according  to  the  nature  of  tho 
Study,  will  be  given  in : 
Astronomy by  Messrs. 


Botany „  Prof. 

Chemistry,    analytical     and 

practicil - ,      „ 

Comparative   Anatomy    and 

Physiology „       „ 

Engineering „       „ 

Mathematics „      „ 

Mineralogy „       „ 

Physics.... ,       „ 

Zoology  and  Geology „      „ 

For  further  information  concerning 
application  may  be  made  to  Prof.  E.  N,  Horsford, 
Dean  of  the  Faculty. 

Cambridge,  Mats.,  January  1864. 


Bond. 
Gray. 

Horsford. 

Wyman. 
Eustis. 
Pierce. 
Cooke. 
Levering. 
Agassiz. 
the  School 


Notice  to  Contractors. 

Enoinulrs  Orrict, , 


tiuf;r 
Norfolk. 


•t 


Va.,  Jan.  8,  1864.      f 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  Office,  from  the  1st  until 
the  20th  day  of  March  next,  at  sundown,  for  tlio 
"  clearing"  and  "Graduation"  ou  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  iUi 
terminus  at  Petersburg — covering  a  distance  of 
about  eighte<>n  miles ;  also,  for  the  "  Culvert"  and 
"Bridge^'  Masonry  of  Uie  last  section  of  said 
work. 

At  the  same  time,  sealed  proposals  are  invited 
for  the  "  Abutment"  Masonry  of  "  Bridges'  over 
the  Eastern  aad  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  int<>  sections  of  about 
three  miles,  and  bids  may  be  made  for  one  or  mor« 
of  said  sections.  ' 

The  line,  plan,  pmfiles  and  quantities  of- work 
will  be  ready  for  examination  on  and  after  the  Ist 
of  March. 

Specifications  with  forms  of  contract  and  pro- 
positi may  be  had  of  the  undersigned  after 
date. 

Payments  will  be  made  in  current  funds  during 
the  progress  of  the  work,  in  proportion  o(  four-fifths 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  ander- 
.signed,  evidence  of  their  rL-sponsibility  will  be  ne- 
ces&iry ;  and  of  those  to  whom  work  shall  be  al- 
lotted, will  be  required  boD<l  and  approved  securi- 
ty in  an  amount  not  exceeding  one-fifth  of  the 
.unouiit  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  the  same. 

The  company  reserves  the  right  to  accept  such 
proix>sals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  n-ject  all  if  none  are  satisfac- 
tory. 

The  line  is  e;i.sy  of  access,  the  country  tli rough 
which  it  pitssitis  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  wwk 
at  all  sia-sons. 

The  work  here  ofil-red  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  most 
res|K)usiliie  contractors. 

TV  W.  MAHONE,      V 

,„     .  Chief  Engvutr^ 

January  19.      .  J..--''. 

-^:^^^r.    r-    .  i    Norfolk,  Feb'y  10th,  1854. 

Sealed  proposals  will  Ik;  received  betwtx-n  the 
dates  mentioned  in  the  above  notice,  for  the  con- 
struction of  two  Iron  Bridges  with  stoue  abut- 
ments and  piers,  one  over  tiie  Ea.sU'ni  Branch  of 
the  Elizabeth  River,  030  feet  long,  and  conUin- 
iug  about  3,300  cubic  yards  of  masonrv,  and  the 
other  over  the  Southern  Branch  of'  the  same 
stream,  about  400  feet  long,  and  containing  some 
1,700  cubic  yards  of  masonry.  Plans  of  bridges, 
with  quantities  of  material  and  working  drawings' 
will  be  ready  for  ins{>ection  after  the  Ist  March. 

From  this  date  proiK)sals  will  be  cntiTtaincd  for 
the  Clearing  and  gra«luation  of  several  sections 
not  included  in~lhe  18  miles  mentioned  in  the 
above  notice,  and  also  for  the  bridges  aitd  culvert 
masonry  upon  said  sections, — of  the  former  about 
3,560  cubic  yards,  and  the  latter  670. 

W.  MAHONE, 
Ckvf  Engineer  \.  «J.  V,  /;.  p_ 

Washburn  Car  Wheels. 

Having  w-ourwl  the  citcliisixf  rit'ht  to  make  and  sell  thifi  cele- 
brated wheel  in  Ciitr-iunatl.  Coviiiji^nii  and  New|.<irt,  we  ar« 
prepared  to  (Viniirth  tlMini  iii  any  >jitiuitity,  i-itto-r  titled  wiUi  axle* 
or  w'parate.  These  »  IkhHs  are  made  of  the  Im-sI  o'  t >v>i  mixed 
in  most  approved  manner.  ' 

Ctntimuui,  Ohio,  January  18/A,  1854. 

K£CK  &  HUBBAkD. 

Railroad  Iron. 

TONS  T  RAILS,  aWii  one-half  weMiine   W  Jba. 
iwr  >'ard  and  tlic  remainder  M  Ibu.  per  yard  now  to 
bond  and  fur  sale  by 

-,  __,  JOHN  U.  HICK8, 

^J^Jf'  »B«aver«ira«t 


5,000 
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BLAKE'S 
PATENT  FIRE-PROOF  PAINT. 


>;- 


THIS  extraordinary  substance  has  now  been  tested  nearly  nine  years,  and  its  Fire  and  Weather  Proof  qualities  are  most  extraordinary.     Instead 
of  the  action  of  the  weather  destroying  the  coating  as  it  does  ordinary  paints,  it  only  serves  to  turn  it  to  a  perfect  slate  or  stone,  protecting  whateyer 
covered  from  the  action  of_fire  and  weather,  as  will  be  seen  by  the  testimony  of  the  following  persons. 

BoRTON  Oreen,  being  called  in  the  case  of 
Blake  vs.  Belknap,  after  being  duly  sworn,  testi- 
fies and  says,  that  he  resides  in  Ohio.  A  few  days 
■ince  examined  a  house  that  had  been  painted 
nearly  eight  years  with  said  paint,  and  to  all  ap- 
pearance, it  was  as  perfect  as  the  day  it  was  put 
on,  and  could  even  now  see  distinctly  the  brush 
marks  upon  the  surface. 


Officb  op  thb  Philadblphia  Ic  Rbadiro  Railboad  Co.  )      Oprioa  or  Mabtbb  op  Koad,  Baltihorb  &  Ohio  R.  R.  /  ' 
Philadelphia,  July  \%lfL\Kifi.      V  Baltimore.  Nov.  2d,  \ib\.      \ 

Dear  Sir  :— ThisCompany  have  been  and  are  uing;  BLAKE'S'  Dear  Sir :— After  using  "Blake'v  Patent  Ohio  Fire  Procf  Paint" 
FIRE  PROOF  OHIO  PAINT  eitengively  for  Bridges  ami  for  the  last  year,  I  have  concluded  to  gitje  you  an  additioual 
Buildings,  in  the  coumo  of  time  it  becomes  very  Iiard,  aud'order  for  40  bbU.  I  feel  a  pleasure  in  saying  that  I  consider  it 
seenu  to  be  both  Are  and  water  proof  under  any  ordinary  cir-  the  beat  material  for  covering  Wood,  Brick,  or  Iroo,  now  in  use. 
cumstances.     We  decidedly  prefer  it  for  the  purposes  namedl  BespectAiUy  your  ObdL  Scrvaot 

above,  to  any  paint  we  have  hitherto  used,  as  it  costs  less  aod{  W.  BOLLHAN,  Master  of  Road. '. 

ia  much  more  durable.  \  — 

JOHN  TUCKER,  Presideat.  Supbbikt't  OrriCB,  Riohmomd  &  Fbbdbrioksbcro  R.  R. 


Norman  Rudd  being  called,  and  duly  sworn 
in  the  above-mentioned  case,  says  that  he  was 
owner  or  part  owner  of  a  large  Machine  Shop 
situate  in  Newmarket,  N.  H.,  that  the  Shop  took 
fire  and  burned  down,  loss,  S60,000.  The  roof  of 
a  largtj  Foundry  near  by,  was  covered  with  this 
paint,  A  Cupola  upon  the  Foundry  was  not  painted , 
it  took  fire  and  fell  on  to  the  roof  and  burned  up, 
without  apparently  injuring  the  roof,  except  to 
char  the  boards  underneath. 

Amesbury,  Conn.,  August  ISlh,  1861. 
We  were  present  at  the  burning  of  the  Ames- 
bury  Factory,  which  was  struck  by  lightning  on 
the  10th  of  July  last,   and  which,   with   the  sur- 
rounding buildings,  was  painted  with  Blake's  Ohio 
Fire  Proof  Paint,  and  have  no  doubt  but  that  all 
the  surrounding  buildings  would  have  been  con- 
gumed  had  they  not  been  painted  with  said  paint. 
JOHN  TALBOT,  Superintendeut 
DAVID  TALBOT,  Agent. 

-.■•;.-.•■•••,:?  Akron,  Ohio,  May  2211,  1860. 

This  may  certify  that  we  have  been  acquainted 
with  Blake's  Patent  Fire  Proof  Paint  for  some 
years,  and  are  well  assured  that  it  is  really  what 
its  name  indicates — fire-proof.  We  consider  it  a 
better  fire  proof  than  tin  or  zinc,  and  will  insure 
buildings  covered  with  it  at  a  much  lower  premium 
than  those  covered  with  the  above-mentioned 
metals. 

H.  K.  SMITH,  Sec.  Summit  Mut.  Fire  Ins.  Co. 

DAN'L  S.  LEE,  Ag't  of  Medina  Co.  Mut.  Ins.  Co. 

D.  R.  HADLEY,  Ag't  of  Stark  Mut.  Ins.  Co. 

R.  F.  CODDING,  Ag't  Portage  «&  Farm's  Ins.  Co. 

J.  A.  BEALES,  Ag't  Portage  Ins.  Co. 

WHEELER,  LEE  &  CO.,  Col.  Ins  Co. 

The  best  evidence  of  the  value  of  an  article,  is 
from  the  fact  of  persons  of  practical  skill,  having 
used  in  years  past  large  quantities,  and  still  con- 
tinue to  order  largely  for  future  use. 


November  dth,  1861.      S 

Eboinbbb's  Departmbnt,  p.  R.  R.  Co.  ^      Dear  Sir  ;— In  reply  to  your  inquiry  in  reference  to  our  ulXm- 

Philadelphia,  Feb.  17 th,  1S60.      S  Auction  with  Blake's  Patent  Paint,  sold  us  last  Spring,  I  would 

Dear  Sir : — Having  used  Blake's  Fire  Proof  Paint  on  this  Roadjsay  that  we  are  so  well  pleased  with  it  that  I  should  like  to  have 

for  two  years  past,  I  am  sufficiently  satiafled  wiih  its  superiority :you  ship  us  seven  tjbls,  more  of  the  Chocolate  at  your  earliest 

to  continue  its  application  to  all  ttie  structures  and  cars  on  the  convenience.     Yours,  &c, 

line  of  the  Penua.  railroad.     Your*,  very  respectlVlly,  THOS.  SHARP,  SupL  R.  F.  and  P.  R.  S. 

i.  KDOAR  THOMPSON,  Chief  Engineer.]  — 

Junction  Hanovbr  ConHTT,  November  Isl,  1861. 


OPflCB  Pbnna.  R.  R,  April  20/A,  1862 
Dear  Sir  :— Ship  immediately  tho  fifty  barrels  yet  undelivered 


our  order  for  one  hundred  barrelt  Blake's  Patent  Fire  Proofl&c.     We  decidedly  prefer  it  for  the  purposes  named  above  to 


Paint,  dated  Feb.  16th,  1861,  to  care  of  Strickland  Kneas,  Esq 
Altoona,  and  care  of  John  Covorle,  Esq.,  Pittsburg. 
Yours  tnily, 
•     .      ,  ,  J.  EDGAR  THOMPSON 

Okoboia  Railsoad,  Augusta,  Go.,  November  2Ith,  186L 

Dear  8ir :— Please  ftimish  us  with  (30)  thirty  bbls.  Blake's 

Fire  Proof  Paint,  Chocolate  Color.    We  have  been  using  Blake's 

Fire  Proof  upon  Freight  Cars  and  Buildings  for  Uie  last  three 

years,  and  it  gives  me  pleasure  to  state  that  we  have  found  it 

botli  more  economical  and  durable  than  auy  other  kind  of  paint 

F.  C.  ARMS,  Gen.  Sup't. 

I  fully  concur  In  the  above  reconirnendatioa 

JJSSSE  OSMOND,  Sup't  Car  Factory. 

•  •   --  Portland,  AprH nth.  18bl. 

Dear  Sir:— I  have  requested  Mr.  Emory,  Ag't  and  Supd't  of 
tho  Y,  ic  C.  Railroad,  to  give  you  an  order  for  twenty  bbls.  of 
Blake's  Ohio  Fire  Proof  Paint,  for  the  use  of  this  Road  ;  and  1 
t:ike  plea.-iure  in  adding,  tliat  I  regard  it  as  an  article  superior  to 
any  otlier  introduced  into  the  market  and  use,  as  also  more  eco- 
nomical in  price,  for  coating  Dupots,  Cars,  and  every  other  ma- 
terial of  woo<l  or  metul,  ex|>osed  either  to  fire  er  weather ;  and 
I  can  cheerfully  concur  in  recommending  it  accordingly  for  most 
uxes  and  roofs  generally.  Pleaxc  forward  Uie  amount  of  Mr. 
Emory's  order  by  the  earliei<t  conveyance. 

F.  0.  J.  SMITH,  President  York  and  Cumberland  R.  R, 

Camdbn  &.  Ambot  Railroad  Officb.  ^ 

Burdentown,  Mmrch  4th,  1861.      S 

In  reply  to  your  inquiry  as  to  your  opinion  of  Blake's  Ohio 


The  Virginia  Central  Railroad  Ca  have  boon  and  ar«  using 
Blake's  Fire  Proof  Ohio  Paint  extensively  for  Bridges,  Car-tops, 


any  paint  we  have  ever  used,  as  it  costs  less  and  is  much  mora 
durable. 

C.  R.  MASON,  Supt. 

PniLAD'A.   WlLMINOTOIl   &  BALTIMORB   R.  R.  > 

BaUimore,  Sept.  10th,  1861.      S 

I  have  used  Blake's  Ohi»  Paint  for  feur  years,  and  have  found 

it  to  be  an  article  of  great  economy  and  value,  and  caksulatad 

to  supersede  for  most  purtKises  all  other  paints,  for  Public 

Buildings  and  Private  Residences. 

J.  R.  TRIMBLE,  General  Ageat 

Atlanta,  December  10th.  1861, 

Bear  Sir  :—  Please  send  me  for  the  Atlanta  and  Lagrange  Rail* 

road  Ca,  20  bbls.  Blake's  Fire  Proof  Paint,  Clnjcolate  Cofor.    I 

have  used  the  paint  for  various  imrposee,  and  am  well  satisfied 

that  it  nuikes  a  good  and  durable  coating. 

U  P.  GRANT,  Eng  &  Sup't.  A.  &  L.  Railroad. 

Scpbbixt't's  Opficb,  S.  W.  Railroad.  ?  ' 
Macon,  December  bth,  1861.      \ 
Dear  Sir :— Please  ship  us,  care  of  Central  Railroad  Agent, 
Savannah,  2  bbls  Blake's  Fire  Proof  Paint 

I  have  used  on  the  Central  Railroad,  imd  on  this  road  a  con- 
siderable quantity  of  the  above  Paint,  in  the  hut  four  years,  and 
haqe  no  hesitation  in  iroiioiuicing  it  the  b(«t  ao(]ering  for  wood 
that  I  know  ol^  as  a  protection  IWhu  the  wcattier  or  flre. 

GEO.  W.  ADAMS,  Sup't. 

Maoom  a  Wbstbhr  R.  R  ,  Maeon,  Dec.  6th,  1861, ' 
Dear  Sir  : — You  will  please  furnish  for  this  Company  8  bbls- 


Fire  Proof  Paint,  I  woukl  state  that  we  have  used  considerable  Blake's  Patent  Fire  Proof  Paint,  (Black   cok)r,)  and  4  bbls. 
of  it  during  the  last  two  years,  and  consider  it  a  first  rate  article,  Chocolate  color— in  all  12  bbla.  We  have  heretofore  used  Blake's 
and  hereafter  shall  prefer  it  to  any  other  paint,  for  Buildings,  Fire  Proof  Paint  on  Treight  Cars  and  Buildings  with  much  satia- < 
Bridges  and  Cars  outside.  &ction,  considering  it  both  economical  and  durable, 

R.  S.  VAN  RANSELLER,  Superintendent  I  EMERSON  FOOTE,  SupX, 

Eno'r's  Officb,  Baltimorb  &  Ohio  R.  R.  Montoombrt  A  W.  Point  R.  R  Co.  /  | 

Dear  Sir :— Being  satislfod  with  the  testimonials  you  here  pro-  Montgomery,  Jamutry  lUt,  1852.      \ 

duced,  that  Blake's  Fire  Proof  Paint  which  you  have  for  sale  is]    We  have  been  using  Blake's  Patent  Ohio  Fire  Proof  Paint 
a  valuable  article  for  the  purix»es  which  they  mentioned,  I  nowjfor  several  years  for  painting  Curs  and  Buiklings,  and  hava  be«a 
give  you  an  order  for  60  barrels,  of  360  lbs.  or  thereabouts,  or  highly  pleased  with  it.     You  may  send  us  twenty  barrels  of  th« 
the  paiut ;  26  bbls.  of  Black  and  26  bbls.  Chocolate  color.    Coo-!  paint ;  Hfteea  of  the  Chocolate  coforand  five  of  the  Slate  cobr.    , 
\  sign  the  paint  to  Jaa.  B.  Jordoo,  Mount  Clear  Depot,  Baltimore.  Respectftilly, 

I  B.  H.  LATROBE,  Chief  Engtneer.|  SAM'L.  G.  JONES,  Engineer  dc  Supwintendeat. 


ALL  ORDERS  ADDRESSED  TO 


WILLIAM  BLAKB,  Patentee. 

119  Pearl  Street,  New  Ytrk. 


To  Loeomotive  Enirine  Buil- 
ders and  Engrlneers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  aa  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op 
posite  the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  conDCCted  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  In  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  suflScient  machinery,  say,  planing  ma 
chines — lathes — boring  machines,  blacksmith's 
tools,  &c.,  &.C.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

Th«  terminus  and  depot  of  the  New  Orlaans, 


Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,—the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  A-om  rsaponsibla  pwtiM  will  be 


promptly  attended  to,  and  to  satisfactory  parlies 
the  ijroprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 
Letters  may  We  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barst«w  t  Popr,  Pins  Street,  New 
yerk. 

Railroad  Iron. 

1  O  P\r\  Too*  Eria  PatKro  Guest  and  Co's  make,  weighing 
M./^k)\J  67  )i  lbs.  per  yard,  to  be  shipped  ftt>m  Wales  in  J  u- 
y  and  August,  for  this  port — for  sale  by 

BOORMAN,  JOHNSTON  &  CO., 
Jime  8,  1863. 88  Broadway.  New  York 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
Feet  per  rail.    Apply  to 

THOS.  CHAMBERS,  President, 
68  Beaver  st,  N.  Y., 
9q>t«mber,  1860. 
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f^r  The  Mechanical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerah 

COLBURN. 
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Saturday,  February  as,  1854:. 


OoTenter  Bl^tor*!  Dotass  at  Brte,  mwA  kls 
Report  to  the   LeKislature. 

Governor  Bigler  has  returned  from  Erie,  whither 
he  went  to  seize  the  Franklin  Canal  Company's 
road,  and  has  made  return  of  his  doings  to  the 
Legislature.  From  the  intimate  connection  of  his 
message  with  the  Erie  affair,  and  for  the  purpose 
of  presenting  both  sides  of  the  controversy,  which 
by  the  Governor's  own  showing,  has  but  one  side, 
fve  give  all  that  portion  of  the  message  relative  to 
the  question  at  issue. 

The  Governor  commences  by  giving  an  account 
of  his  seizure  of  the  road  and  the  arrangement 
entered  into  with  the  Ohio  compuiy  for  running 
it.    He  then  goes  on  to  say — 

It  affords  me  unaffected  pleasure  to  inform  you, 
that  notwithstanding  the  violent  controversy 
which  had  been  maintained  for  months  past,  be- 
tween the  railroad  companies  and  the  people  of 
Erie,  and  the  high  degree  of  excitement  incident 
to  such  a  contest,  /  encountered  but  little  difficulty 


in  accomplishing  the  objects  of  the  law.  No  serious 
disposition  was  manifested  at  any  time  to  resist 
the  authority  of  the  State. 

Encountered  but  litUe  diflBculty !  Why,  the  peo- 
ple of  Erie  were,  of  all  others,  the  ftercest  in  their 
demands  for  the  abrogation  of  the  Franklin  Canal 
Company's  charter !  Yet  the  Governor  tells  us 
that  they  offered  but  little  opposition  to  the  seiz- 
ure of  the  road  !  As  there  was  a  little,  there  must 
have  been  some  opposition. 

This  is  the  method  that  the  governor  uses  to 
tell  his  constituents  that  he  had  quelled  the  Erie 
mobs.  He  had  not  the  ingenuousness  to  speak 
the  truth  boldly,  but  talks  all  the  time  about  the 
Franklin,  when  he  wishes  to  be  understood  as  re- 
fering  to  the  North  East  company.  Such 
double  dealing  and  evasion  are  contemptible  in  the 
Governor  of  a  great  State.  It  would  be  down- 
right misrepresentation  did  not  every  one  see 
through  the  veil  of  gauze  behind  which  the  Gov- 
ernor tries  to  hide.  -./  ;.-:-• 

,  The  paragraph  in  the  message  next  to  the  ex- 
tract already  given  is  of  the  same  sort. 

Forbearance  and  prudence  appeared  to  distin- 
guish the  conduct  of  the  mass  of  people,  as  well 
as  the  action  of  all  the  parties  directly  concerned 
in  the  adjustment  of  this  unpleasant  affair.  While, 
therefore,  it  is  hoped  that  the  settlement  of  the  diffi- 
culty in  the  vianner  just  indicated  may  prove  satis- 
factory, the  restoration  of  peace  and  quiet  to  the  com- 
munity will  doubtless  be  O"  subject  of  gralulation 
throughout  the  country;  as  it  certainly  should  bo  of 
special  gratification  to  you  and  the  other  authori- 
ties of  Uie  State.  With  an  imfaltering  determina- 
tion on  the  part  of  the  people  of  Erie  to  maintain 
their  rights  before  the  Courts,  and  to  insist  upon 
measures  of  legislation  for  the  promotion  of  their 
welfare,  I  feel  assured  that  they  are  equally  pre- 
pared to  restrain,  and  if  needs  be  to  resist  any 
act  of  violence  to  persons  or  property,  or  other 
acts  in  derogation  of  the  law. 

We  invite  attention  to  the  italicised  portion  of 
the  paragraph :  "  The  difficulties  settled  in  the 
manner  indicated,  etc."  The  Franklin  Canal  com- 
pany have  been  no  party  to  the  difficulties  spoken 
of  by  Governor  Bigler.  They  have  been  mere 
spectators.  Their  conduct  has  not  even  been  com- 
plained of  by  the  Erie  rioters.  Their  road  was 
attacked  by  them,  to  be  sure,  but  only  in^^  kind 
of  a  phrensy  of  madness,  when  they  saw  that 
they  could  not  prevent  the  change  of  gauge  on 
the  North  East  road,  The  Franklin  company  have 


not  only  been  in  no  way  connected  with  the  Erie 
"  difficulties,"  but  they  have  in  reality  committed 
no  real  offence  whatever ;  for  in  the  very  next 
paragraph  Governor  Bigler  reccomcnds  that  a  suit- 
able and  competent  charter  be  given  for  the  road 
already  built ;  a  curious  punishment  for  a  grave 
offence.  In  our  view,  the  above  extracts  place 
the  candor  and  firmness  of  the  Governor  in  no 
enviable  light.  All  that  part  of  the  message  quo- 
ted, is  a  direct  attempt  to  mistake  the  real  ques- 
tion at  issue,  and  to  convey  the  impression  that  it 
was  the  Franklin  company  that  creat^ji  all  the 
difficulties  referred  to. 

The  next  paragraph,  for  we  are  giving  them 
consecutively,  is  as  follows : 

The  claim  of  the  State  to  the  route  from  the 
city  of  Erie  to  the  Ohio  line  having  been  thus 
maintained,  the  inquiry  naturally  arises,  shall  a 
grant  for  a  road  between  these  points  be  made, 
and  on  what  conditions  1  I  have  no  hesitation  iu 
expressing  the  opinion  that  the  grant  should  be 
made,  and  as  promptly  as  convenient,  and  thus 
put  the  controversy  at  rest.  The  State  should 
certainly  do  this,  or  make  provision  for  payment 
to  the  stockholders  of  the  Franklin  Canal  colI^>a- 
ny  of  a  fair  compensation  for  the  railroad  con- 
structed by  them,  and  keep  it  herself.  Of  these 
propositions  I  am  inclined  to  prefer  the  former. 
Should  the  grant  be  made  to  a  corporation,  such 
conditions  can  be  annexed  as  will  meet  the  wishes 
of  the  people  of  Erie,  promote  their  welfare,  ex- 
tend the  business  and  usefulness  of  the  harbor  at 
that  place,  and  advance  the  general  prosperity  of 
the  State,  without  subjecting  travel  or  commerce 
to  more  than  ao  incidental  or  unavoidable  incon- 
venience. 

Among  the  conditions  should  be  one  requiring 
this  road  to  connect  with  the  harbor  at  Erie ;  and 
such  other  form.s  as  the  General  As.sembly  may 
deem  right  and  proper. 

This  is  the  punishment  for  the  terrible  offeoce 
committed !  A  good  charter  instead  of  a  vwrtUets 
one.  The  Franklin  company  ought  to  be  erer- 
Ustingly  obliged  to  Governor  Bigler  for  the  disci- 
pline he  recommends.  Here  is  a  company  who, 
in  his  language,  have  committed  high  offences, 
one  of  which  has  been  the  invasion  of  the  right 
of  Eminent  Domain.  They  are  arraigned,  tried, 
and  convicted  '•  What  is  the  punishment  recom- 
mended by  this  champion  of  an  insulted  sover- 
eignty !  Why  that  a  patent  be  granted  allowing 
the  company  repeat  with  impunity  the  offence 
for  which  they  stand  condemned.    If  the  sublime 
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here  docs  not  melt  into  the  lidiculous  iu  a  twink- 
liug,  then  wo  ara  no  judge  in  such  matters. 
Again — 

With  these  remarks,  ut:di  r  oilu^r  circumstances, 
my  duly  might  closu.  But  iliu  manifest  misrep- 
resentations which  have  cliaracterized  the  didcos- 
sion  of  this  unpleasant  controversy  in  certain  sec- 
tions of  thft  country,  have  in<iuced  me  to  present 
. ,  a  brief  statement  of  the  facts  of  the  case,  av  a  de- 
•    fence  of  the  State  and  her  representatives. 

Still  at  the  old  woric  of  misrepresenting.     The 
Franklin  Canal   company  have  been  party  to  no 
-  unpleasant  controversy,  and  no   unpleasant  feel- 
ing.    They  have  been  quietly  at  work,  serring  the 
:  public  in  their  own  way.     The  Erio  people  have 
really  nothing  against  thcnt.     They  want  the  road 
with  the   Ohio  gauge.     They  threatened  to  des- 
troy the  road,  and  did  destroy  some  porliona  of  it, 
but  then  they   were   impelled   by  a  sort  of  blind 
fury,  exasperated   by  the  failure  of  their  designs 
against  the  North  East  company.     Th«  Franklin 
^f-compffiy  is  iu  no  manner  implicated  in   the  Erie 
■difficulties.     Vet  Governor  Bigler  speaks  of  them 
as  the  sole  authors  of  all   the  troubles  that  have 
happened,  aad  that  in  taking  possession  of  the  road 
Ae  met  tcilA  some  opposilion  from  the  people  of  Erie. 
,.  If  such  palpable  misstatements  are  not  contempti- 
...  ble  in  a  person  t)ccupying  the  position  of  Governor 
l  Bigler,  we  do  not  know  what  i-s.     But  let  us  hear 
i.  some  more  of  the  message. 

The  eommonwealth,  says  Governor  Bigler,  has 
'  had  no  controversy  with  the  citizens  or  corpora- 
•-tlons  of  other  States,  nor  has  she  been  inclined  to 
<^'inUrfert  vith  their  rights  or  interests, or  to  vnncces- 
^  tarily  interrupt  the  travel  or  commerce  of  the  coun- 
;.  try.     She  has  been  dealing  with  a  rejractory  crea- 
;  ture  of  her  own,  which  had  most  palpably  "  mis- 
'  used  and  abused"  the  privileges  conferred  upon  It 
^  by  law ;  a  corporation  that   bad   attempted   the 
usurpation  of  power,  that  had   infringed   the  sov- 
ereignty of  the  Stale,  and   invaded  her  rights  of 
.    eminent  domain.     If  in  this  contest  she  was  brought 
-"  into  collision  with  citizens  and  corporations  cf  other 
^  States,  the  difficulty  was  not  of  her  own  seeking. 
'•  The   vindication  of  her  honor  and  dignity  was  a 

•  duty  which  she  could  not  neglect ;  and  I  have  no 
hesitation  in  saying,  without  any  reference  to  the 
difficulties  at  Erie,  that  it  was  right  and  politic  on 

'^  the  part  of  the  State  to  exerci.se  the  power  which 

•  she  had  reserved  orer  this  corporation.  The  act, 
I  doubt  not,  will  exert  a  wholesome  influence  in 
ftiture  over  the  conduct  of  similar  bodies.  If 
neglected  in  a  case  so  manifestly  proper,  it  would 
be  idle  to  insert  reservations  and  conditions  in 
similar  corporations  for  the  protection  of  the  pub- 
lic, as  it  would  also  be  useless  to  grant  additional 
railroad  charters.  Under  such  a  latitudinarian 
construction  as  claimed  by  the  Franklin  Canal 
company,  thase  already  in  existence  could  occupy 
every  feasible  route  in  the  State. 

■  '  The  refractory  creature  t'  en,  by  the  recommen- 
dation of  Governor  Bigler,  is  to  be  allowed  by 
law  to  repeat  its  af/uscs  and  Misuses  ad  infinitum. 

•  A  most  lenient  Governor  this !  We  insist  that  ho 
is  too  kisd.  As  this  "  refractory'^  subject  has  kept 
the  whole  State  in  a  ferment  for  years  past,  at  a 
direct  cost,  we  have  no  doubt,  of  more  than  ;«100,- 
000,  and  probably  ^200,000,  iu  addition  to  the  ex- 
pen.se8  of  the  Governor's  journey  to  pronounce 
sentence  against  it,  we  sugge.st  that  it  should  pay 
the  cost  of  execution  if  no  more.     If  the   whole 

:•  parade  and  fuss  which  this  "  creature"  has  caused, 
is  to  come  to  such  a  pitiful  conclusion,  the  swell- 
ing drama  that  was  promised  has  turned  out  to  be 
a  most  contemptible /arcf. 

The  Governor  next  goes  on  to  enumerate  the 
enormities  committed  by  the  aforesaid  "  refractory" 
sttiyect ; 


"  In  1844,  this  Corporation  was  created  for  the 
purpose  of  improving  the  French  Creek  Division 
of  the  Pennsylvania  Canal,  the  State  reserving  the 
right  to  re-possess  said  canal,  at  any  tim^  there- 
after, by  repaying  the  Company  the  amoinit  of 
money  expended  iu  its  improvement,  with  G  per 
cent,  interest. 

In  April,  1849  the  Company  was  aatborized  to 
construct  a  railroad  on  the  banks  of  said  canal, 
and  to  extend  the  same  fVom  the  head  of  the  canal 
north  to  Erie,  and  south  to  Pittsburgh ;  the  Legis- 
lature expressly  reserving  the  right  to  revoke  the 
charter  of  the  Company,  should  the  privileges 
granted  be  at  any  time  "  misu.scdor  abused.'  The 
Company  made  no  attempt  to  improve  said  canal, 
nor  to  construct  the  railroad  from  the  termini  of 
the  canal  to  Pittsburgh  or  Erie.  In  1860,  bowey- 
ever,  they  commenced  the  construction  of  a  rail- 
road from  the  Ohio  State  line  to  the  City  of  Erie, 
parallel  vrith  the 'lake,  and  nearly  at  a  right  angle 
with  the  route  assigned  to  them  by  the  Legislature. 

They  were  early  admonished  against  this 
attempt.  In  1861,  the  Pittsburgh  and  Erie  Rail- 
road Company  institnted  proceedings  against  the 
Franklin  Canal  Company,  iu  the  Supreme  Court, 
on  the  ground  that  they  had  no  right  to  construct 
a  road  on  the  location  which  they  were  attempt- 
ing to  occupy. 

In  the  spring  of  1852,  the  Attorney  General  made 
complaint  against  said  company  before  the  Su- 
preme Court,  in  the  name  of  the  Commonwealth, 
and  prayed  for  an  injunction  to  nj^train  the  con- 
struction and  use  of  said  railroad.  The  opinion 
of  the  Court  in  this  case  was  delivered  in  January, 
1853 ;  and  while  the  injunction  prayed  for  was  re- 
fused on  the  technical  ground  that  the  Common- 
wealth could  not,  under  the  law,  give  security  for 
damages,  the  views  of  the  Court  literally  annihi- 
lated the  rights  of  the  company  to  construct  a  road 
on  the  route  which  they  were  then  occupying,  and 
in  this  opinion  the  Circuit  Court  of  t^e  United 
States,  at  Pittsburgh,  has  fully  concurred. 

The  Legislature  of  1853  repealed  the  law  re- 
quiring the  Commonwealth  to  give  security  lor 
damages,  and  thereby  removed  the  only  obstacle 
in  the  way  of  a  final  decree  against  the  company, 
in  the  case  then  pending.  But  inasmuch  as  the 
railroad,  in  the  mean  time,  had  been  completed, 
and  the  only  effect  of  the  decree  would  be  to  re- 
strain the  use  of  the  road,  it  was  deemed  proper 
to  await  the  meeting  of  the  Legislature,  the  only 
power  that  could  properly  and  permanently  dis- 
pose of  this  controversy. 

The  Legislature  did  act,  and  by  virtue  of  the 
reservations  contained  in  the  charter  already  re- 
ferred to,  revoked  and  annulled  all  the  rights  and 
privileges  granted  to  said  compiiny.  This  railroad 
with  all  its  appurt<-intences,  is  therefore,  in  the  pos- 
session of  the  State,  and  its  oi>erations  under  the  di- 
rection of  an  officer  of  her  own  selection. 

This  brief  historj'  will  be  sufficient  it  is  hoped 
to  vindicate  the  commonwealth  against  the  charge 
of  having  misled  this  company,  by  indulgence  in 
their  manifest  inclination  to  assume  rights  not 
granted  by  law.  Those  familiar  with  the  subject, 
I  am  confident,  will  agree  with  me  in  opinion  that 
the  attempt  on  their  part  to  usurp  the  right  has  de- 
layed an  express  grant.  The  company  were  admon- 
ished at  every  step  that  they  were  transcending  their 
legitimate  province ;  but  the  only  effect  seemed  to 
be  to  Btimnlate  them  to  greater  indignity  to  the 
State,and  increased  fatality  in  the  consummation  of 
their  own  destruction. 

The  above,  which  Ls  the  bill  of  indictment,  trial 
and  conviction  of  the  refractor,  does  not  call  for 
particular  comment. 

We  have  now  given  the  narrative,  or  historical 
portions  of  the  Qovemor's  message.  We  come  now 
to  the  apologetic  or  vindicatiory  part  of  it. 

"  It  has  been  frequently  alleged  that  the  State  in 
her  controversy  with  this  eorporation  was  actuat- 
ed by  a  selfish  motive,  that  she  desired  to  inter- 
rupt the  transit  of  persons  and  tonnage  ever  that 
part  of  her  territory. 

The  answer  to  this  allegation  is  that  her  autbo- 
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rities  could  long  since  have  had  a  final  dccrou 
against  the  company  and  restrained  the  use  of  the 
road ;  and  it  will  also  be  perceived  that  as  soon  as 
she  did  get  control  of  it  arrangements  entirely 
agreeable  to  the  public  were  made  for  its  use.— 
She  was  also  willing  tu  remain  quiet  until  the  Le- 
gislature assembled  and  dii>posed  of  the  whole  con- 
troversy ;  but  it  seems  that  her  indulgence  has 
not  been  properly  appreciated.  Prudence  and  a 
just  respect  for  the  State  should  have  dictated  to 
the  railroad  companies  the  adoption  of  a  similar 
liberal  policy. 

True,  it  may  be  said  that  the  repeal  of  tii.; 
gauge  law  gave  the  companies  owning  the  roadi 
east  of  Erie  the  right  to  change  their  gauge  ;  bin 
it  is  equally  true  that  the  opinion  of  the  Suprcmu 
Court,  delivered  in  1862,  was  notice  to  them  that 
the  State  had  not  granted  the  right  to  make  a  road 
of  any  gauge  from  the  Erie  to  the  Ohio  line,  and 
this  fact  was  not  overlooked  in  considering  the 
repeal  of  the  gauge  law.  Was  it  prudent  then,  on 
their  part,  to  change  the  width  of  their  road  to  svU 
that  of  one  constructed  in  known  violation  of  lav: .' 
Was  it  not,  to  say  the  least  of  it,  presumptuous  to 
conclude  that  the  State  would  conflrra  this  fraud 
upon  her  rights  1  Would  it  not  have  been  the  pai  t 
of  wisdom  to  haverested  quietly  until  the  Stato 
had  legalized  a  route  from  Erie  west  1  I  know  that 
the  affirmative  of  this  is  held  by  gentlemen  con- 
nected in  interest  with  the  railroads.  To  this  un- 
fortunate movsment,  more  than  to  any  other,  may 
be  attributed  a  degree  of  excitement  and  resist 
ance  on  the  part  of  the  people  of  Erie  County,  fir 
which  the  State  has  been  so  much  censured." 

We  invite  particular  attention  to  the  preccdii.h 
paragraph  in  which  Governor  Bigler  both  accounts 
and  apologises,  for  the  Erie  riots,  and  if  it  does  not 
stamp  him  with  disgrace  no  act  can.  What  is  th<^ 
apology  offered  for  the  long  continued  outrages 
committed  against  the  North  East  Company.  Noi 
that  they  were  doing  an  unlawful  act,  but  in 
pursuance  of  law,  and  of  a  law  to  the  enactment 
of  which  Gov.  Bigler  was  himself  a  party,  a  law , 
the  express  object  of  which  as  he  well  knew,  wa-j 
to  allow  the  North  East  Company  to  change  thcii 
gauge  to  correspond  to  that  of  the  Franklin  Cana! 
Cempany,  they  were  about  to  make  such  a 
change !  Such  is  the  apology  offered  by  the  Go- 
vernor of  the  great  State  of  Pennsylvania  for  a 
series  of  outrages  upon  law,  upon  property,  upon 
private  right,  upon  commerca,  and  we  may  say 
upon  humanity  itself,  of  which  the  history  of  this 
country  furnishes  no  example.  What  must  we 
think  of  the  moral  er  intellectual  structure  of  the 
man  who  gravely  presents  himseif  before  the  world 
with  such  an  apology  for  such  acts  !     Agaiu : — 

"  The  citizens  of  Erie  and  the  present  Exccu 
tive  have  been  condemned  for  alleging  that  there 
should  be  a  break  of  gauge  at  Erie ;  and  I  mu.st 
beg  your  indulgence  on  this  point  for  a  moment. 

A  demand  for  an  unnecessary  break  of  railroad 
guage,and  the  consequent  transhipment  of  tonnage 
and  passengers,  it  will  be  conceded,  would  be  an 
illiberal  exaction,  and  an  improper  interruption  of 
the  commerce  of  the  country.  But  such  is  not  the 
position  of  the  question  at  Erie.  The  necessity  for  a 
break  of  gauge  between  the  West  and  the  Atlan- 
tic cities  results  from  the  policy  of  New  York  and 
Ohio,  and  not  from  that  of  our  own  State.  The 
railroads  of  Ohio  are  uniformly  four  feet  ten  inch- 
es wide,  and  those  of  New  York,  four  feet  eight 
and  a-half  inches,  except  one,  which  is  six  feet  in 
width.  A  transhipment  is  therefore  inevitable.  It 
must  occur,  and  the  only  question  is  as  to  the  pro- 
per point.  After  all  the  reflection  I  have  given 
the  subject,  I  must  again  repeat  what  I  said  in  my 
annual  message,  that  I  can  see  no  reason  founded 
in  public  policy,  why  the  break  should  occur  at 
Buffalo,  that  do  not  apply  with  equal  force  to  Erie. 
The  impediment  to  trade  and  travel  will  be  alike 
at  either  point,  with  the  advantage  of  greater  un- 
occupied space  at  the  latter.  Nor  have  I  been  able 
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to  discoTcr  why  it  is,  that  if  a  break  of  gauge 
ia  so  entirelj  uoimportaDt,  there  should  be  so 
maeb  solicitade  to  hare  it  at  the  City  of  Buffa- 
lo, or  to  understand  how  this  city  has  escaped  the 
execrations  so  freely  heaped  upon  t4ie  City  of  Erie. 
If  a  transhipmtnt  at  Erie  be  so  prejudicial  to  the 
commercial  interests  of  New  York,  why  ia  not  a 
break  at  Bufi&lo  equally  so  1  There  is  now  a  break 
of  gauge  at  each,  and  is  it  not  strange  that,  while 
the  latter  city  has  complained  of  Erie,  it  has 
fdile<i  to  discover  a  similar  obstruction  to  trade 
and  travel  in  its  own  vicinity  1  When  this  shall 
have  been  removed,  it  will  be  time  enough,  it  seems 
to  me,  to  complain  of  Pennsylvania. 

Governor  Bigler  mistates  the  position  taken  by 
the  Eric  people  in  reference  to  a  break  at  that 
point.  TAeir  benefit  is  the  exact  measure  of  the 
public  inconvenience.  He  also  misconceives,  and 
consequently  mistakes,  the  grounds  for  carrying 
the  Ohio  gauge  into  New  York.  The  advantages 
to  be  secured  by  a  break  of  gauge  at  Buffalo  and 
Dunkirk,  had  nothing  whatever  to  do  with  the 
subject.  The  facts  of  the  case  are  simply  these : 
The  prospective  completion  of  the  Erie  road  to 
Lake  Erie,  naturally  directed  attention  to  its  ex- 
tension West,  so  as  to  form  a  connection  with  the 
railroads  of  Ohio.  For  this  purpose  a  road,  with 
a  contemplated  six  feet  gauge,  same  as  the  Erie 
was  commenced,  extending  from  Dunkirk  to  the 
Pennsylvania  State  line.  Parties  in  interest 
in  the  Ceniral  line,  commenced  about  the  same 
time  the  construction  of  a  narrow  gauge  road  from 
Buffalo,  West,  to  correspond  with  the  Central.  The 
folly  of  building  two  roads,  when  on*  would  answer 

:  all  the  purposes  of  the  two,  soon  became  apparent 
to  all  the  parties  concerned,  and  the  result  was, 
a  consolidation  of  the  two  companies  into  one, 
called  the  Buffalo  and  State  Line  Railroad. 

The  consolidated  line  of  necessity  adopted  the 
Ohio  gauge,  which  was  the  only  way  by  which  the 
construction  of  tico  roads  could  be  avoided.  Had 
xbe  Erie  and  North  East  Co.  adopted  the  Ohio 
gauge,  the  arrangements  of  the  Erie  and  Central 
lines  of  New  York  would  hare  been  the  very  best 
that  could  have  been  made.  But  that  road  w&s 
thee  ia  the  hands  of  the  Erie  ixiople,  and  they  in- 
si  ted  upon  the  six  feet  gauge  for  the  purpose  of 
securing  a  break  at  their  city.  Pour  breaks  were 
thus  made  necessary  instead  of  tico ;  and  this  was 
the  reason  for  our  saying  that  a  better  arrange- 
ment would  have  been,  to  have  carried  one  of  the 
New  York  gauges  to  Erie.  The  State  took  part 
with  the  Erie  people  and  enacted  a  law  prohibit- 

'  Ing  the  Ohio  gauge  East  of  Erie.  But  the  Buffalo 
and  State  line  road  having  obtained  a  controlling 
influence  in  the  North-East  Company,  procured  a 
rspeal  of  the  Gauge  Law  and  proceeded  to  change 
the  gauge  of  the  road,  which  resulted  as  we  have 
seen.  Neither  Buffalo,  nor  Dunkirk,  ever  raised 
the  question  of  gauge  except  in  its  bearing  upon 
the  coBTcnience  of  commerce  and  travel.  If 
breaks  of  gauges  are  to  b«  remidied  as  far  as  pos- 
sible, and  if  it  be  better  to  have  but  one  road  in- 
stead of  two,  where  one  is  all  that  is  need  d  for 
the  accommodation  of  business,  then  the  exten- 
sion of  the  Ohio  gauge  through  Pennsylvania  into 
New  York  is  the  best  arrangement  that  can  be 
made.  The  people  of  Erie  object  to  this  arrange- 
ment for  reasons  so  often  stated.  Their  opposition 
has  been  in  violation  of  law,  of  public  con- 
venience, was  winked  at,  if  not  directly  encourag- 
ed, and  is  now  publicly  apologized  for,  by  Governor 
Bicler. 


To  illustrate  this  idea  still  more  forcibly,  sup- 
pose it  were  possibls  to  force  that  narrow  strip  of 
territory  eastward  for  a  few  miles,  and  permit 
New  York  and  Ohio  to  come  together  at  Erie, 
then  where  would  be  the  break  of  railroad  gauge, 
and  who  would  be  at  fault  1  When  the  capitalists 
of  New  York  commenced  the  construction  of  a 
railroad  from  the  City  of  Buffalo  westward,  differ- 
ine  in  width|from  the  other  roads  of  that  State,they 
had  determined  to  imposo  upon  commerce  the  in- 
convenience incident  to  a  transhipment.  Solicit- 
ous PS  I  am  to  facilitate  intercourse  between  the 
Great  West  and  the  Atlantic  Cities  and  to  main- 
tain a  liberal  policy  toward  neighboring  States,  / 
kate  been  unable  to  discover  a  reason,  in  public  po- 
licy, why  this  unavoidable  transhipment  should  not 
occur  at  Erie.  Such  a  position  is  not  wanting  in 
courtesy  or  kindness  to  our  neighbors.  New  York 
has  selected  her  policy  as  to  the  width  of  railroads. 
She  desires  to  extend  them  westward,  and  Penn- 
sylvania is  willing  to  admit  them  within  her  limits. 
Ohio,  on  the  other  hand,  desires  lo  get  eastward, 
and  Pennsylvania  extends  to  her  an  equal  d^ree 
of  courtesy.  The  latter  Slate  asks  no  advantage — 
she  is  willing  {o  extend  her  roads  to  Erie,  and  meet 
A>iP  York  and  Ohio  on  equal  terms,  on  her  own 
terrritory.  Surely  there  can  be  no  want  of  courte- 
■y  in  this  position.  However  much  she  may  re- 
giet  the  necessity  for  a  transhipment,  she  has  not 
the  power  to  obviate  it.  But,  on  the  other  hand, 
it  is  demanded  that  a  gauge  of  railroad,  unusual 
to  Pennsylvania  and  New  York  both,  with  which 
neither  can  connect,  should  extend  from  Ohio  to 
the  City  of  Buffalo,  on  a  line  a  mile  and  more 
south  of  the  harbor,  at  Eric,  and  cutting  off  the 
chances  of  connection  with  the  Sunbury  and  Erie, 
in  the  former  State,  and  the  New  York  and  Erie 
Railroad,  in  the  latter.  This  arrangement  may 
answer  tbe  owners  of  the  road  better  than  the 
public.  It  has  beeh  assigned  as  a  reason  for  thb 
policy,  that  Buffalo  is  a  greater  city  than  Erie, 
and  that  the  former  sLouKl  bo  regarded  as  tbe 
eastern  termini  of  the  western  business.  Atlantic 
cities  will  scarcely  be  willing  to  adopt  this  idea. 

We  have  stated  the  reasons  why  it  is  more  con- 
venient for  property  to  break  bnik  at  Buffalo  and 
Dunkirk  than  at  Erie.  All  the  talk  that  Pennsyl- 
vania was  willing  to  allow  the  Ohio  and  New  York 
gauges  to  come  to  Erie  is  sufficiently  aoswcred  by 
the  fact,  that  Penasylvania  allowed  the  North  East 
road  to  select  just  such  gauge  as  it  chose.  In  face 
of  tlie  ftct  what  righthas  Gov.  Bigler  to  assume  the 
Bully,  and  to  say  what  Pennsylvania  will  or  will 
not  do.  He  is  but  a  citizen,  as  far  as  existing 
laws  arc  concerned  ;  and  by  adopting  his  present 
language  he  makes  himself  a  co-worker  with  tbe 
Erie  rioters.  He  has  approved  of  a  law  allowing 
the  North  East  Company  to  change  the  gauge  and 
now  says,  Pennsylvania  will  not  allow  the  Ohio 
gauge  East  of  Eric !  Here  is  rank  sedition  in  the 
Governor  himself :  an  assertion  of  the  righta  of 
a  mob  over  law ,  a  law  too  which  bears  his  own 
signature !  What  a  spectacle  of  consistency  and 
political  morality. 

We  now  come  to  the  Governors  reasons  for 
compelling  the  roads  at  Erie  to  go  to  the  harbor. 

I,  however,  regard  the  connection  of  this  Lake 
Shore  Road,  and  the  Sunbury  and  Erie,  and  tbe 
Pittsburgh  and  Eric  Railroad  with  the  Lake,  at 
the  harbor  of  Erie  as  vastly  more  important  to 
the  Stato  and  the  City  of  Erie  than  the  termini  of 
the  gauges.  The  harbor  of  Erie  is  one  of  the  safest 
on  the  lake,  and  its  other  natural  advantage  are 
not  surpassed.  It  can  be  connected  with  the  At- 
lantic cities  by  a  shorter  and  better  railroad  com- 
munication than  any  other,  and  it  needs  but  this 
to  place  it  in  possession  of  an  immense  business. 
But  il  will  be  rain  to  anticipate  the  accuviulalion  oj 
the  vast  products  of  the  country  in  that  harbor,  un- 
less facilities  be  afforded  to  transportation  to  and 
from  it.  Nor  is  it  any  more  reasonable  to  present 
the  condition  of  business  in  tbe  harbor,  at  this 


time,  as  an  argument  against  the  construction  of 
such  facilities.  It  would  be  as  sensible  to  expect 
to  discover  foil  grown  com  in  tbe  ancnltiTat«d 
forest,  as  to  ind  the  vast  products  of  the  country 
in  a  harbor  ftom  which  there  is  no  means  of 
transit.  The  natural  adrantages  of  this  harbor 
have  been  thus  far  rudely  rejected ;  but  this  policy, 
I  am  confident,  cannot  be  longer  mainuined.  Tbo 
increasing  business  of  the  country  will  demand  tic 
use  of  this  eligible  spot  as  a  necessity  -.  as  I  am 
also  confident  iho  connection-  of  the  lakes  with 
Philadelphia  by  railroad  will  dLstiDguish  an  era  of 
renewed  growth  and  greater  prosperity  to  tiie  city 
of  Erie  and  the  surrounding  couatry.        '  \:  \S'.- 

Erie  harbor  has  been  rudely  rejected  I    Not  by 
the  people  of  New  York  nor  Ohio,  but  by  Pena- 
sylvania ! ;   and  why  1    We  "hould  like  to  bavo 
Governor  Bigler  tell  us.  What  is  the  grand  rcotlve 
that  impells  to  all  exertion  1    Money.    In  making 
money,  the  in&tmct  of  the  individual  is  a  much 
greatt^r  safeguard,    than  the   sagacity    of  legis- 
lators. If  any  money  coAld  have  been  made  out 
of  the  use  of  the  harbor  at  Erie,  would  not  some 
shrewed  Yankee  have  found  it  out,  think  you  ?  If 
not,  then  this  is  the  only  exception  to  an  universal 
rule.   The  latent  advantages  claimed  for  that  port 
do  not  really  exist.    Who  wants  to  go  lo  Erie  1 
Nobody.    Consequently  there  has  been  nobody  to 
build  up  a  great  city  there.    It  has  no  back  coun- 
try, like  Cleveland  and  Bufiklo  to  supply  a  larg« 
domestic  trade.     It  can  never  ,be  the  outlet  for 
western  produce.     It  will  never  see  the  day  when 
produce  ean  be  forwarded,  from  its  port,  to  tide 
water,  (or  one-hulf  the  cost  of  sending  tbe  same 
from  the  same  port,  by  way  of  Buffalo  and  the  Erie 
canaL     The  canal  is  navigable  for  the  same  time 
that  the  Lake  is.     A  dozen  railroads  from  Erie  to 
tide  water  would  not  help  the  case.   Produce  fironi 
the  West  would  not  stop  there.  A  vessel  from  Chi- 
cago, say,  will  load  to  Buffalo  cheaper  than  to 
any  port  on  Lake  Erie.    Why  t   Because  it  is  the 
only  place  at  which  a  return  freiffat  can  be  had, 
if  we  except  the  article  of  coal,  in  which  partica- 
lar  Buffalo  will  be  soon  as  well  off  as  Erie.     The 
Erie  bladder  may  as  well  be  pricked  now  as  to  be 
allowed  to  burst  of  its  own  extreme  windiiiess. 
Dunkirk  waa  to  be  another  great  Lake  city.  What 
is  it  1    An  abortion ;   as  is  admitted  in  all  bands. 
Had   Erie   any  greater  vitality,  somebody  would 
have  found  it  out  before  this  time  of  day.  Yet 
Governor  Bigler  wonders  why  it  is   not  a  gn^at 
city^^  He  is  going  to  make  it  so  by  legislation  ,•  by 
malice  prepense.   All  merchandize  passing  through 
it  must  be  changed  from  car  to  car.     The  roads 
must  run  to  the  harbor.     Has  he  not  sufficient 
sense  and  experience  to  know  that  the  North  East, 
and  Franklin  companies  would  have    extended 
their  roads  to  the  harbor,  had  thete  been  any  pros- 
pect that  the  operation  would  have  paid.     There 
is  no  inducement  for  thb.     Does  Governor  Biglet 
want  any  better  evidence  of  this  fact,  than  thai 
it  has  not  beed  done.  What  were  these  roads  built 
for  1    To  make  money.     The  object*  were  purely 
seljish.  Selfishness  would  have  prompted  their  ex- 
tension to  the  Lake,  eould  selfishness  have  been 
rewarded  by  so  doing.     lb  not  selfishness  a  ^afer 
guide  in  such  matters  than  the  mere  opinion  of 
persons  living  at  a  distance,  and  who  know  nothing 
about  tbe  matter.  Upon  this  branch  of  the  subject 
the  reasoning  of  the  Governor  is  a  shallow  and 
unsound,    (we  can't   find  any  acrftor  term*),  as 
upon  the  others.  We  are  willio<r  that  he  and  tbe 
Erio  people  should  have  all  they  advantage  they 
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can  derive    from    it.      Neither    his    nor    thei 

opinrons  can  change  the  direction  of  trade,   nor 

;  force  it  into  inconvenient  channels.  If  Erie  is  uo- 

;^  thing  without  legislation,  it  must  always  renuin  a 

>  cypher.  All  attempts  to  force  commerce  there^ill 

-  be  as  futile,   as  it  would  be  to  attempt  to  make 

the  great  Lakes  discbarge  their  waters  through 

,  that  port.     Governor  Bigler  therefore  has  an  im- 

;;.  possible  task  before  him,  to  say  nothing  of  the  in- 
'  justice  of  his  positions  toward  the  commerce  of 

'"  the  country.  *   -,'^., 

We  now  come  to  the  concluding  paragraph  of 
the  Governor's  Message* 

"  I  have  approached  the  discussion  of  this  sub- 
ject with  much  reluctance,  because  of  the  unplea- 
sant feelings  which  it  has  excited  in  certain  sec- 
tions of  the  country.  I  have  only  been  constrain- 
ed to  do  so  by  a  sense  of  duty  to  the  State  in  her 
sovereign  capacity.  With  the  controversy  which  has 
been  so  vigorously  maintairud  for  a  year  or  more  at 
Erie — with  the  crimination  and  recrimination  be- 
tween the  railroad  corporations  and  the  citizens, 
between  conflicting  interests  at  Cleveland,  Erie  and 
Butfalo,  and  the  peculiar  policy  that  each  may 
have  used  to  accomplish  the  end  in  view,  /  have 
not  felt  required  to  interejere,  nor  to  correct  the 
various  misrepresentations  of  my  official  acts  in 
reference  to  the  late  difficulties  at  Erie.  I  have 
felt  most  concerned  for  the  State  and  her  charao* 
ter.  For  Pennsylvania,  the  birth  place  of  the 
Declaration  of  Independence — the  prolific  mother 
of  brave  hearts  and  stout  arms,  ever  ready  to  de- 
fend the  country  against  foreign  aggression — the 
bulwark  of  <  ur  national  strength  in  domestic  con- 
flicts— the  Keystone  of  the  federal  arch,  and  the 
unfaltering  defender  of  the  constitution,  she  will 
ask  only  what  is  right,  and  submit  to  nothing 
that  is  wrong.  While  she  will  never  yield  her 
rights  to  the  usurpation  of  creatures  of  her  own, 
or  suffer  the  invasion  of  her  sovereignty  by  those 
of  another  State,  ah6  will  never  make  an  unjust  or 
unreasonable  demand  upon  others.  Claiming  her 
rights  and  seeking  to  promote  her  own  welfare  by 
every  proper  means,  she  will  nevertheless  rejoice 
at  the  prosperity  of  neighboring  States,  and  ad- 
vance their  interests  by  every  just  means  in  her 
power."  Wiu.iAM  Bigler. 

,     ExECCTivE  Chamber,  )      mv  ••^  >••  ' 

:      Harrisburg,  Feb  11,  1854.  J 

We  think  t^is  last  paragraph  caps  the  climax  of 
the  Governor's  folly  and  nonsense.  Why  did  he 
not  interfere  in  the  controversy!  which  has  been 
going  on  at  Erie  for  more  than  a  year  1  Why  did 
he,  as  Chief  Magistrate  of  the  State,  for  weeks  and 
months,  tolerate  a  lawless  mob  in  their  destruction 
of  property  1  Why  did  he  not  interfere  to  check 
them,  and  not  leave  it  for  the  United  States  to  do? 
It  was  not  till  he  was  shamed  into  action,  by  the 
indignant  voice  of  the  whole  country,  that  he 
moved  at  all.  We  do  not  wonder  at  his  sense  of 
his  own  humiliation,  which  is  most  palpable,  not- 
withstanding the  gasconade  and  flourish  about 
the  Key-Stone  State,  with  which  1  e  winds  up.  We 
have  given  the  whole  of  the  famous  message  im- 
mediately bearing  upon  the  Erie  troubles. 

We  had  two  motives:  to  give  tie  Pennsylvania  side 
of  the  case,and  to  show  how  utterly  unsupported  it 
is  either  by  fact  or  argument.  We  desire  no  strong- 
er evidence  of  the  correctness  of  the  ground  we 
have  taken  in  this  affair.  Of  all  the  follies  com- 
mitted this  message  is  the  greatest.  It  leaves  Gov. 
Bigler  without  apology,  or  sympathy  for  the  wrongs 
he  has  permitted,  or  for  the  extraordinary  doctrine 
he  has  proclaimed. 

With  this  article  we  hope  that  we  have  at  last 
got  through  with  "  affairs  at  Erie."  We  believe 
that  they  are  in  a  fair  way  of  settlement.  That  the 


gauge.    They  run  together, 
their  ultimate  connection ! 


Nothing  can  long  delay 


Pubi:e  MTorka  off  VlrKimta. 

The  Board  of  Public  Works,  to  which  is  com- 
mitt«d  the  management  of  the  interests  of  the 
State  of  Virginia  in  her  great  system  of  improve- 
ments, has  recently  issued  its  annual  report.  Al- 
though it  does  not  exhibit  so  great  a  progress  in 
these  works  as  could  have  been  hoped,  it  explains 
the  difficulties  which  have  been  presented  and  ap- 
peals to  a  feeling  which  Tirginians  will  not  disown, 
for  means  to  complete  the  connection,  so  long  de- 
manded, of  those  portions  of  the  great  central 
State  separated  by  the  AUeghanies,  and  of  the 
whole  with  tlie  Great  West. 

The  report  notices  the  progress  and  condition  of 
the  Blue  Ridge  Railroad,  which  is  to  form,  when 
completed,  a  most  important  connection  of  the 
system  of  the  State.  The  road  is  17  miles  long, 
has  four  tunnels,  respectively  538,  830,  100,  and 
4,248  feet  in  length.  All  of  these  have  proved 
difficult  of  construction.  Ten  miles  of  the  East- 
ern end  of  the  road  are  completed,  and  in  the 
present  month  three  miles  on  the  Western  end  are 
to  be  opened.  The  short  tuimels  are  expected  to 
be  completed  within  the  present  year,  and  in  two, 
or  at  the  most  two-and-a-half  years,  the  main 
tunnel  will  be  completed  also.  In  the  mean  time 
the  Virginia  Central  company  will  operate  their 
road  over  the  temporary  track  lately  planned  and 
executed  by  the  Engineer,  Chas.  Ellet,  Jr.,  a 
description  of  which  was  lately  published  in  the 
Journal. 

The  James  River  and  Kanawha  Canal  is  in  pro- 
gress from  Buchanan  to  within  thirty  miles  of 
Covington,  in  Alleghany  county,  at  which  latter 
point  it  has  been  decided  it  shall  have  its  Western 
terminus.  The  stockholders  of  this  work  have 
conferred  on  the  propriety  of  its  sale  to  the  State, 
or  the  conversion  of  its  debt  into  stock  upon 
terms  subject  to  mutual  agreement  by  the  par- 
ties. 

The  report  alludes  in  proper  terms  to  the  ob- 
jects to  be  gained  by  extending  the  great  East  and 
West  lines  of  the  State  to  the  four  important 
points  on  the  Ohio  River,  Wheeling,  Parkersburg, 
Point  Pleasant,  and  the  mouth  of  the  Big  Sandy, 
at  all  of  which  they  will  be  met  by  great  lines  in 
Ohio  or  Kentucky. 

Other  lines  of  road  than  those  in  which  the 
State  is  a  stockholder,  are  alluded  to  and  repre- 
sented as  in  a  flourishing  condition. 

The  report  shows  the  entire  length  of  railroads 
within  the  SUte,  as  2,102,  of  which  1,049  are 
completed,  (including  240  miles  of  the  Baltimore 
and  Ohio  road,)  and  873  miles  are  in  progess. 
The  authorized  capital  of  all  the  roads,  other 
than  the  Baltimore  and  Ohio,  is  S27 ,096,100,  of 
which  the  State  holds  on  her  own  account  $6,102,- 
497  17. 

The  Board  has  neariy  effected  negotiations  in 
London  for  a  large  amount  of  State  securities  is- 
sued in  aid  of  the  public  works. 

A  large  and  accurate  map  of  the  State,  includ- 
ing its  geological  topography,  is  in  progress  under 
the  direction  of  the  board. 

The  general  works  of  improvement  are  well 
spoken  of,  and  confident  anticipations  expressed 


agricultural  and  mineral  resources,  and  commer- 
cial facilities  will  become  available. 

The  Commissioners  of  the  Board  of  Public 
Works,  are  Archibald  Graham,  President;  Edward 
J.  Armstrong  and  Thomas  J.  Boyd,  William  R. 
Drinkon,  Secretaries.  Their  office  is  in  the  State 
Capitol  at  Richmond. 


State    Ftnaacea. 

We  are  now  enabled  to  present  Ailler  statements 
of  the  finances  of  Louisiana  and  Wisconsin,  than 
those  given  in  previous  numbers  of  the  Journal. 

LOUISIANA. 

The  receipts  into  the  Treasury  dur-  ;^' 

ing  the  past  year,  from  all'sources, 

have  been $2,148,487  76 

The  balance  in  the  Treasury,  Jan.  1, 

was 355,704  84 


1853. 


Total  means  within  the  year. . .  $2,504,172  49 
The  payments  during  the  year  were,  1,840,443  30 

Leaving  a  balance  in  the  Treasury, 

Jan.l $1,164,568  08 

The  late  Legislature  borrowed  $100,000  to  pay 
current  expenses,  the  treasury  being  then  empty. 
It  also  ordered  an  issue  of  $750,000  of  bonds  to 
replenish  the  Treasury— making  $850,000.  This 
shows  where  the  excess  over  last  year  comes  from. 
$155,259  27,  the  State's  final  share  of  the  surplus 
profits  of  the  Union  Bank,  have  also  been  receiv- 
ed, besides  some  $20,000  from  temporary  sources. 

Total  taxes  assessed  in  New  Orleans,  $248,474  46 

Taxes  paid  by  the  remainder  of  the 

SUte 464,227  79 

The  aggregate  State  liabilities  sum  up  thus  : 

Liabilities  for  the  property  banks. . .      $8,421,888 

For  the  second  Municipality  of  New 
Orieans 198,244 

$8,620,132 
For  these  amounts  the  State  has  good  security. 
The  State  debt  proper  is — 

Trust  funds  due  on  demand $1,221,809  41 

Bonds  due  1855 $50,000 

1867 260,000 

"  1867 483,000 

"  1869 30,000 

1870...; 90,000 

1872 125,000 

1893 1,046,000 


II 


Bond  debt 3,074,000  00 

Total  State  Debt  proper $4,295,809  41 

The  reduction  of  $804,000  of  Union  Bank  bonds, 
during  the  year,  was  only  nominal,  the  bank  hav- 
ing paid  the  money.  The  withdrawal  by  the 
second  and  third  Municipalities  of  $188,160  of 
State  bonds  issued  to  them,  and  the  payment  of 
$200,000  borrowed,  to  the  Louisiana  State  Bank. 
Total  reduction,  $1,192,160.  It  has  been  increas- 
ed by  the  loan  of  $750,000,  by  bonds  issued  for 
trust  funds,  for  $284,559  91 ;  and  by  bonds  to  the 
railroad  companies,  $302,000.  Total  addition 
$1,336,669  91.  Increase  of  the  debt  for  the  year, 
$144,399  91. 

WISCONSIN. 

The  receipts  into  the  treasury  during  the  year 
amounted  to  $311,632  61.  The  disbursements 
during  the  same  period  amounted  to  $262,489  20. 
The  balance  in  the  treasury,  Jan.  1,  1864,  was 
$67,136  48.  The  estimate  of  the  probable  amount 
to  be  drawn  from  the  treasury  during  the  present 
year,  for  the  general  expenses  of  the  State,  is  sta- 
ted at  $147,210  70.     The   means  applica'Dle  to 


Railroad  Companies  will  substantially  triumph  we  <*'  *°® '"^o™  POS'^'O"  of  the  State,  upon  the  com- __ _^^ 

have  not  a  doubt.   They  have  now  an  uMi/tfrwijpletion  of  her  leading  extsrprises,  by  which  her  I  meet  the  same  are  estimated  at  $160,017  74,  Th« 
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school  fund,  on  the  Ist  of  January,  1864,  amounted 
to  Sl|141,804  28,  arising  almost  exclusively  from 
the  sale  of  lands  granted  by  Congress.  The  whole 
amount  expended  in  the  erection  of  school-houses 
within  the  State  has  been  S288,346  89,  of  which 
sum  $46,071  84  were  expended  during  the  past 
year.  The  total  amount  expended  in  1863  for  the 
support  of  common  schools  was  S175,734  17.  The 
State  University  fund,  on  the  1st  of  Januajy, 
1864,  amounted  to  $106,112  07.  The  number  of 
banks  in  the  State  is  10 ;  the  amount  of  circula- 
ting notes  issued  by  the  controller,  $619,000 ;  and 
the  amount  of  securities  d«posited  with  the  State 
treasurer,  $529,000.  Vv  ;V,^^v-   '    • 

MAINE. 

The  "  Slate  of  Maine"  gives  the  following  ab- 
stract of  the  report  of  the  State  Treasurer,  for  the 
year  ending  Dec.  31, 1863. 

"  The  amount  of  cash  on  hand  on  the  first  of 
January,  1863,  was  $166,448  23.  The  receipts 
during  the  year  were  $361,417  67 — making  a  to- 
tal of  available  means  of  $626,866  80.  The  dis- 
bursements were  $434,361  09 — leaving  a  balance, 
Dec.  31,  1863,  of  $92,604  71.  This  is  subject  to 
reduction,  however,  to  meet  past  appropriations 
of  $62,377  69=leaving  a  balance  of  $30,127  12 
in  the  treasury,  to  be  applied  to  future  acciuing 
expenditures. 

Among  the  extraordinary  items  of  expenditure 
for  the  past  year,  were  the  following :  Payment 
on  the  Massachusetts  lands  $112,500;  on  account 
of  repairs  of  Insan  e  Hospital  $24,000;  for  con- 
struction, etc.,  of  Reform  School  buildings  $18,000 
—making  a  total  of  $154,500.  The  payments  on 
the  public  debt  have  been  $10,000,  and  for  interest 
on  debt,  $42,474  21.  Leaving  for  ordinary  expen- 
ses of  government,  including  payments  from 
School  Funds,  etc.,  $289,787  47. 

The  payment  of  $112,500  on  the  Massachusetts 
lands  was  made  by  the  Treasurer,  immediately 
upon  the  approval  of  the  deed  by  the  Commission- 
ers on  the  part  of  Maine  ;  and  ten  bonds  of  $26,- 
000  each  were  given  for  the  balance,  payable,  one 
in  each  of  the  years,  1863,  1864, 1866,  1866,  1867, 
1868,  1869, 1870, 1871,  and  1872— at  6  per  cent, 
interest. 

The  treasurer  estimates  the  receipts  for  1864, 
(including  the  cash  on  hand,)  at  $462,290  68  ; 
and  the  expenditures  at  $318,267  02.  Of  the  re- 
ceipts $207,000  is  estimated  from  taxes,  and  $100,- 
000  from  the  Land  Office.  And  of  the  expendi- 
tures accruing,  $21,000  is  on  the  public  debt, 
$30,600  for  interest,  and  $12,000  on  account  of  the 
Reform  School— leaving  $245,767  02  for  ordinary 
expenditures. 

The  remaining  funded  debt  of  the  State,  (aside 
from  the  land  debt,)  is  stated  as  follows :  Due 
Jan.  1,  1863,  and  not  called  for,  $11,000;  due 
March  4, 1864,  $10,000 :  due  Feb.  1,  1866,  $1,000 ; 
due  March  7, 1855,  $259,000;  due  March  7, 1866, 
$132,500;  due  Feb.  1,  1860,  $48,000.  Making  a 
total  of  $461,600. 

Of  this  amoivpt,  the  large  sum  of  $391,500  is  to 
be  provided  for  early  in  1866,  and  1856. 

The  annual  SUte  tax  of  $400,000  being  all  en- 
grossed by  the  ordinary  expenditures  of  govern- 
ment, and  the  sales  of  public  lands  having  been 
stopped  for  the  present  year,  the  Treasurer  says 
the  resources  for  the  payment  of  the  public  debt 
falling  due  in  1866-6,  are  reduced  to  the  follow- 
ing: 

.Assets  in  the  Land  OflScti  due  or  matur- 
ing before  1856 $321,000 

So  much  of  cash  on  hand  as  can  be 
spared 80,000 

100  shares  in  Augusta  Bank 8,000 

Notes  due  at  the  Treasurer's  office  prior 
to  March  7, 1866 2,000 


$361,000 

The  receipts  from  the  Lwd  oflSce  in  1853,  were 
$86,430  27, 


KENTUCKY. 

Besides  the  particulars  of  the  State  debt,  and 
the  operations  in  the  State  Treasury,  given  in  a 
previous  number  of  the  Journal,  we  now  present 
the  following  additional  particulars  of  the  wealth 
and  growth  of  the  State,  from  the  recently  pub- 
lished report  of  the  State  Auditor  :  v 
Number  of  acres  of  land  taxed  in 

1863 20,667,443 

Value $166,857,626 

Average  value  per  acre $8  07 

Number  of  slaves 199,949 

Value $79,462,188 

Total  value  of  property  paying  ordi- 
nary taxes $366,762,362 

Total  value  of  property  paying  spe- 
cial Uxes 3,124,140 

Taxes  assessed  at  ordinary  rates ....  623,479 

''  "     special  rates 9,372 

Increase  in  value  of  property  over 

value  in  1852 $33,620,840 

Whole  revenue  for  year  1853 646,024 

Air  Vessel*  of  liocomottre  Pumpsi 

With  a  view  of  testing  the  value  of  air  vessels, 
as  applied  to  the  force  pumps  of  locomotives,  Mr. 
Q.  B.  Simonds,  master  mechanic  of  the  New  York 
and  New  Haven  Railroad,  applied  air  vessels  of 
thick  glass  to  some  of  his  pumps.  The  idea  had 
been  entertained  that  the  air  chamber  was  of  but 
little  use  at  high  speeds,  as  it  was  argued,  it  would 
soon  become  filled  with  water.  The  results  of  Mr. 
Simonds'  trials  proved  this  opinion  to  be  incorrect, 
and  showed  the  advantage  of  air  vessels  in  a  strong 
light,  as  means  for  relieving  the  strain  on  the  feed 
pipes,  and  easing  the  motion  of  the  pump  valves. 
The  air  chambers  tried  were  of  glass,  from  %  to 
^  inch  thick,  with  a  ground  joint  and  confined  in 
the  usual  manner  by  a  clamp  and  set  screw.  The 
unequal  expansion  of  the  glass  and  iron  clamp 
broke  the  former  after  a  few  trials ;  the  explosions 
being  loud  and  of  such  force  as  to  send  the  pieces 
of  glass  to  the  farthest  end  of  the  engine  house, 
within  which  the  engine  was  standing  at  edJcYx 
time. 

The  results  shown  by  these  trials  were  as  fol- 
lows :  The  air  chambers  of  about  7  inches  height, 
and  of  an  average  diameter  of  about  2%,  applied 
to  pumps  of  20  inches  stroke,  were  filled  at  slow 
speeds  to  within  \%  or  2  inches  of  the  tow,  the  sur- 
face of  the  water  pulsating  slightly  with  each 
stroke  of  the  plunger.  As  the  engine  was  run  at 
successively  higher  speeds,  the  level  of  the  water, 
oontrary  to  the  previous  general  opinion,  fell,  un- 
til at  a  speed  ot  36  miles  per  hour,  (with  b]^  feet 
wheel,)  its  general  surface  was  about  5  inches  be- 
low the  top  of  the  chamber.  At  every  stroke  of 
the  plunger,  however,  a  column  of  water,  about  4 
inches  high  rose  and  fell  within  the  centre  of  the 
air  vessel.  This  column  was  perhaps  1>4  inches 
diameter,  and  was  of  nearly  the  same  outline  as 
the  interier  surface  of  the  air  chamber. 

The  increase  of  the  amount  of  air  in  the  cham- 
ber, with  increase  of  speed,  is  not  the  easiest  of 
explanation.  It  may  be  supposed,  generally  to 
be  the  relief  afiTorded  by  an  uninterrupted  current 
of  water,  in  place  of  the  intermittant  jets  of  a 
slower  progress.  If  the  check  valve  falls  fully 
upon  its  seat  at  every  stroke,  the  pressure  below 
it  must  exceed  the  pressure  within  the  boiler  in 
proportion  to  the  difference  between  the  internal 
and  external  area  of  the  valve  seat ;  by  which  a 
greater  pressure  is  required  to  riuse  the  valve  than 
to  keep  it  up  afterwards.  At  high  speeds  the  valve 
does  not,  probably,  close  upon  its  seat,  and  it  may 
be  supposed,  that,  with  the  air  chamber,  there  is 
an  uniform  flow  of  water  Into  the  boiler,  the  im- 
pulse of  each  jet  being  absorbed  in  compressed 
air. 

The  relief  which  air  chambers  afford  to  the 
fbed  pipes,  through  which  are  carried  columns 
of  water  subject  to  continual  interruptions  of  mo- 
tion, is  quite  plainly  seen.  Practice  confirms  the 
opinion  also,  inasmuch  as  the  pipes  give  much 
more  trouble  in  breaking  off,  when  without  these 
protections.    The  ef[bct«  of  air  chambers  on  the 


suction'sides  of  the  pumps  are  beneficial  al.**©  in  pro- 
portion to  the  disturbance  caused  by  ioterruptioDS 
in  the  flow  of  water. 

Before  the  adoption  of  air  chambers,  it  was 
thought  that  a  full  stroke  pump  would  not  work 
well  at  high  sy>eeds,  and  short  stroke  pumps  were 
accordingly  applied.  When  air  chambers  were  in- 
troduced, the  full-stroke  pump,  (stroke  of  {)lunger 
equal  to  stroke  of  piston)  was  restored  to  general 
use.  At  the  present  time  no  maker  in  the  United 
States  employs  a  short  stroke  pump.  In  England, 
where  air  vessels  have  seldom,  if  ever,  been  used, 
most  of  the  passenger  engines  have  rtiort  stroke 
pumps.  The  rise  of  the  pump  valves,  of  all  en- 
gines, is  now  made  much  less  than  formerly.  When 
the  rise  of  valves  was  once  %th  inch,  it  is  now 
^th  inch. — American  Railtcay  T'im€$. 


'Waaltbarii  Patent  Car  IVheele. 

Below  will  be  found  some  valnable  testimonials, 
addressed  to  the  Agent  of  the  Company,  in  favor 
of  the  "Washburn  Pate.vt  Car  Wheel",  manu- 
factured and  for  sale  by  Washburn,  Pond  &.  Co., 
Troy,  N.  Y. 

Boston  &  Provioence  Railroad. 

Bostm,  20th  May,  1868  ' 
Dear  Sir — Yours  of  the  18th  is  in  hand.  The  Cast 
Iron  Wheels  in  use  on  this  (Boston  &  Providence) 
road  are  exclusively  of  the  Wa.shburn  pattern,  so 
called.  We  regard  them  as  having  great  merit, 
both  on  account  of  pattern  and  stock. 

The  best  wheel  is  the  cheapest,  which  answers 
your  last  inquiry ;  and  as  we  cla.<«s  the  cast  iron 
wheel  made  by  Converse  &  Washburn,  the  best, 
they  arc  the  cheapest.  Verv  respectfullv, 

W.  RAYMOND  LEE,"  Superintendent. 

'  .  Boston  &  Worcester  R  A iT.Rovn. 

.'  =     -f  noslAm,  May  17,  1858. 

Dear  Sir — Wc  have  nsed  all  kinds  of  Cast  Iron 
Wheels,  double  and  single  plate,  sywke,  ete.,  etc., 
none  of  which  have  proved  so  well  as  those  manu- 
factured by  Converse  &  Washbnm.  Out  of  over 
three  thousand  (3000)  used  within  three  and  one- 
half  years,  not  one  has  broken  by  fair  means. 
Very  respectf\illv,  vours, 
G.  TWITCHELL,  Superintendent. 

.vv  .'•  -     Western  Railroad. 

Springfield,  Mass,  Mav  17,  1853. 
Dear  Sir— Your  favor  of  the  13th  is  at  hand,  jjhd 
remarks  in  reference  to  Converse  and  Washburn 
Wheels  noticed.  In  reply  would  say,  that  we  have 
used  upwards  of  two  thousand  (2000)  of  Converse 
(l  Washburn  wheels,  and  must  say  that  they  have 
proved  themselves  a  good  wheel.  So  far  as  I 
know,  they  are  spoken  of  by  other  Roads  as  being 
a  first  rate  wheel.  Yours,  respectfullv, 

HENRY  GRAY,  Superintendant. 

Hartford  and  New-Haven  Railroad. 

Hartford,  Conn.,  May  26,  1853. 
Dear  Sir — I  have  been  requested  by  C.  F.  Pond, 
Esq.,  to  whom  your  letter  of  the  17th  was  ad- 
dressed, to  reply  to  your  inquiries  respecting  the 
use  of  Converse  &  Washburn's  car  wheels  on  thif 
Road.  It  gives  me  much  pleasure  to  say  that  we 
have  used  these  wheels  with  much  satisfaction  for 
the  last  two  years,  and  consider  them  superior  to 
any  others  we  have  tried.  Very  respectfully,  yours 
M.  L.  SIKES,  Jr.  Superintendant. 


OrricE  New  London,  Willimantic  akd  Palmek 
Railroad. 
Sev  London,  Conn.,  May  24,  1853. 
Dear  Sir — Yours  of  the  19th  came  te  hand  dar- 
ing  my  absence.     We   are   using   the  Car  Wheel* 
patented  by  Mr.  Waahbum,  and  manufactured  bj 
Converse  &.  Washburn,  of  Worcester,  Mass.    Our 
experience  has  shown   them  to  be   superior  to 
others  in  strength  and  durability.      They  seem  to 
be  manufactured  from   better  stock,  with  more 
care,  and  a  better  chill  on  the  face. 
Yours,  very  respectfully, 

W.  R.  STORRS,  Saperintendt. 
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•    -  '    Boston  and  Lowei,l  Railroad. 

•  - -.  -    Bottom,  June  1,1969 

Dear  Sir— Your  favor  of  the  19th  inst.  to  Mr, 
Higginson  has  remaine'l  unanswered  on  accoaot 
of  his  severe  illness. 

In  reply  to  yours  1  can  say  that  there  is  no 
wheel  now  in  uso  of  b»tter  repute  than  that  of 
Converse  &  Washburn.  We  consider  here  that  the 
stock  is  of  more  imporunco  than  the  pattern,  and 
the  chief  diflSculty  in  relation  to  cast  wheels  arises 
from  that  causf.   Your  obed't  Servant 

WM.  P.  PARROT,  for 
...  WALDO  HIGGINSON,  8up«rint«nd't. 

Providencb  and  WoReESTKR  Railroad. 

Providence,  May  12, 1863. 
Dear  Sir— Tours  of  the  11th  came  safe  to  hand 
and  contents  noticed.  We  are  using  under  our 
cars  the  wheels  manufactured  by  Mess.  Converse 
&  Washburn,  at  Worcester,  Mass.,  and  they  have 
.  given  good  satisfaction,  and  we  consider  them  the 
best  wheels  we  have  ever  used  on  oar  road.  Since 
wc  have  used  C.  &  W.'s  wheels,  we  have  had  but 
very  few  cracked  or  brokeu  wheels,  aitd  can  re- 
commend them  as  being  the  best  wheel  wc  have 
ever  had  upon  our  road.     Yours,  respectfully, 

ORRAY  TAFT,  President. 

WOKGKSVER    AND    NaBUUA  RaILROAD. 

United  States  Hotel,  Boston,  17th  May,  1853. 
Dear  Sir — Your  favor  of  the  13th,  making  in- 
quires in  regard  to  the  car  wheel  manufactured 
by  Mess.  C.  &  W.,  Worcester,  tramo  to  hand  last 
evening.  In  reply,  we  are  and  have  been  using 
these  wheels  lor  a  long  time,  and  have  no  hesita- 
tion in  saying  that  it  is  (in  ray  opinion)  the  best 
wheel  in  America.  I  trust  that  all  Railroad  men 
who  have  used  it  will  fully  concur  with  me  in  the 
opinion  I  have  expressed. 

Yours,  truly,   ALEX.  DE  WITT,  President. 

ANDRO.«coaGiN  AND  Khnnkbec  Railroad. 
WaiervilU,  June  3,  1853. 
Dear  Sir — Your  favor  of  the  19th  came  during 
my  absence  of  sseveral  weeks  from  home,  or  it 
would  have  been  sooner  answered.     The  wheel  we 
have  found  to  stand  the  best  on  the  whole  has 
been   a   wheel   manufactured    by    Convereo    and 
•   Washburn,  at  Worcester,  Ma.ss.   Our  climate  here, 
in  the  winter,  is  a  severe  test  for  car  wheels,  and 
none  on  the  whole  have  stood  it  so  well  as  those 
above  named. 

Truly  yours.  EDWIN  NOYES,  Snpcriutent. 

Merrimack    and  Connecticut  River  Railroao 

Concord,  S.  H.,  May  21st,  1853. 

Dear  Sir — I  am  in  receipt  of  your  favor  of  the 

19th  inst.     I  consider  tlit  wheel  manufactured  by 

.  Converse  &.  Washburn,  Worcester,  Mass.,  much  the 

best  car  wheel  in  use. 

Yours,  respectfully,  J.  A.  GILMORE,  Agent. 

Vermont  and  Massachusetts  Railroad. 
Offiu  Vermont  and  Massachusetts  Railroad, 
Fitckbtug,  May  31,  1868. 
Dear  Sir — I  have  just  returned  home  afler  an 
absence  of  nearly  two  weeks,  and  find  a  line  from 
you  Inquiring  about  car  wheels. 

The  Vermont  and  Masachusotts  Railroa<I  have 
tised  most  every  kind  of  wheel  for  cars,  trucks, 
and  tenders,  and  I  am  satisfied  that  the  best  wheel 
'  that  we  have  used  is  the  one  patented  by  Wash- 
bum,  and  manufactured  by  Converse  &  Wash- 
bum,  Worcester,  Mass. 

We  purchase  no  other  wheel  now,  and  have 
used  this  weel  two  years  or  more  without  having 
a  single  one  break.     Respectfully,  yours, 

OTIS  T.  RUGGLES,  Superintend't. 

SroNiNGT^ir  and  Providence  Railroad. 

Stonington,  Conn.,  May  21,  1863. 
Dear  Sir— The  car  wheel  most  approved  by  us, 
and  the  wheel  we  are  using  altogeUier,  is  a  single 
plate  with  spokes  on  the  inside,  manufactured  by 
Converse  Q  Washburn,  Worcester,  Mass. 
Very  respectfully,  yours, 

A.  S.  MATTHEWS,  Superinl«ndant. 


Central  Ohio  itatlroad. 
'    New  Haven  and  New  London  Railroad. 
Connecticut  River  Railroad, 
Portland,  Saco  and  Portsmouth  Railroad. 
Northern  Railroad. 
Portsmouth  and  Concord  Railroad. 
Norfolk  County  Railroad. 
Cheshire  Railroad. 

New  Loudon,  Willimautic  and  Palmer  R.  R. 
Rutland  and  Burlington  Railroad. 
Boston  and  Maine  Railroad. 
Norwich  and  Worcester  Railroad. 
Connecticut  and  Passnrapsic  Rivers  R.  R. 
Concord  Railroad. 
Fitchburg  Railroad. 

The  CltiUed  Tire  In  Vermont. 

Wo  learn  that  the  Vermont  Central  Road  have 
arranged  for  the  use  of  the  improved  tire  on  some 
of  their  freight  engines.  There  has  been  much 
trouble  on  this  line,  daring  the  severe  eold  weather 
just  now  over,  by  the  bursting  of  wrought  iron 
tires ;  a  very  large  number  of  the  best  manufac- 
ture having  failed  in  that  manner.  The  prejudice 
which  has  been  visited  on  cast  iron  as  a  material 
for  tires,  by  those  in  charge  of  the  operation  of 
some  of  the  Northern  roads,  is  shaken  by  results 
like  the  above  and  which  occur  regularly  every 
cold  season.  The  cast  tire,  although  in  reality  of 
a  weaker  material,  has  an  advantage  in  the 
method  of  its  application,  sufficient  to  place  it  on 
an  equal  footing  with  a  wrought  shrunk  tire  in 
point  of  safety.  Since  the  flrst  use  of  cast  iron 
for  tires  it  was  predicted  that  it  would  fail  in  cold 
climates ; — the  New  York  roads  admit  the  Balti- 
more roads  can  use  it  by  reason  of  a  "milder 
climate,"  and  as  New  York  roads  adopt  the  im- 
provement Massachusetts  roads  account  in  the 
same  manner  for  its  success  "further  south."  Mas- 
sachusetts roads  have  however  adopted  it  without 
failure  of  any  kind,  at  which  the  upper  roads  say 
the  "climate  is  milder  in  the  vicinity  of  Boston." 
Now  it  will  be  tested  on  one  of  the  hardest  roads 
in  New  EDglan<l. 

The  wrought  tire  is  usually  strained  so  much  in 
shrinking  that  it  is  more  liable  to  failure  than  cast 
iron  possessing  its  full  original  strength. 

The  Bos4on  and  Lowell  road,  which  may  bo 
termed  the  "butt  snd"  of  the  New  Hampshire  and 
Vermont  roads,  is  worked  with  chilled  iron  tires 
for  freight,  and  on  no  road,  has  the  results  of 
their  use  been  more  satisfactory       r-ffj^Y'T 


Vermont  and  Moesaehnnetta  Kallromd. 

The  late  annual  report  of  this  company  shows 
that  there  has  been  a  gain  of  earnings  for  every 
year  since  1840.  The  increase  of  1863  over  1862 
was  S?27,948  29— the  total  earnings  of  1853  being 
$248,854  97,  of  which  S113,174  10  was  from 
freight,  and  884,918  17  from  pjissengers.  The 
bailee  of  earnings  over  expenses  wits  $87,489  43. 
The  constmction  account  of  the  road  amount*)  to 
$3,453,488  42.  Total  amount  of  bonds  issued 
$960,000-,  notes  payable,  $175,792  68;  sundry 
small  accounts,  $421  27.  Total  indebtedness  of 
the  road  $1,136,214  16. 

The  directors  state  that  the  extra  expenses  of 
the  year  have  been  $27,773  11,  for  80  new  double 
freight  cars,  renewal  of  146  tons  of  iron,  7,284 
sleepers,  dtc.;  but  the  excess  of  earnings  over  all 
expenses  and  all  interest  has  been  $16,170  19.  De- 
ducting ordinary  running  expenses  and  interest, 
the  excess  of  earnings  of  the  year  1863  is 
$48,943  80. 

The  directors  refer  to  tb«  difficulties  with  the 
the  Fitchburg  Railroad.  Th«y  speak  of  the 
prospects  of  the  road  as  good — especially  if  the 
tunnel  project  Is  successful.  The  report  was  ac- 
cepted. ' 


Goir.  Matteaon  on  Pennsjrlvonl  Pollejr. 

We  copy  the  following  extract  from  the  recent 
Message  of  the  Governor  of  Illinois,  in  reference 
to  the  gauge  extension  at  Eric.  The  tone  of  it  is 
a  most  refreshing  contrast  to  the  stand  taken  by 
Governor  Bigler.  We  are  glad  to  hear  8«ch  libe- 
ral sentiments  from  a  State  that  has  been  guilty  of 
some  intolerant  legislation,  akin  to  that  of  Penn- 
sylvania. -  ^  * 

"While  I  take  pleasure  in  communicating  to 
you  the  flattering  condition  which  has  grown  out 
of  her  internal  improvement  policy,  I  feel  called 
upon  to  mention  the  serious  and  startling  difficul- 
ties which  have  occurred  in  a  neighboring  State, 
which  have  given  rise  to  much  solicitude  on  the 
part  of  the  people  of  Illinois,  and  have  been  pro- 
ductive of  very  great  pecuniary  losses  to  many  of 
her  citizens.  The  whole  subject  being  deli- 
cate and  painful,  I  have  deemed  it  advisable  to  al- 
lude to  it  in  the  utmost  spirit  of  forbearance.  Our 
whole  free  institutions  are  founded  upon  the  pre- 
sumption which  has  thos  far  been  frilly  justified, 
that  communities  and  individuals  will  govern  them- 
selves properly  with  a  just  view  to  their  own  rights, 
and  the  rights  of  the  surrounding  masses.  I  in- 
dulge the  strong  hope  that  the  same  presumption 
will  be  justified  in  the  case  of  our  Erie  neighbors. 
The  adoption  of  railways  as  inland  thoroughfares 
of  commerce,  give  rise  to  new  and  very  interesting 
questions.  Each  State  may  justly  reserve  the  right 
to  point  out  to  them  their  lines  and  manner  of  opera- 
tion ;  but  when  they  have  been  in  operation  for 
months  and  years,  and  the  property  of  people  of 
distant  regions  is  pursuing  their  track  on  its  tran- 
sit to  market  the  right  of  local  communities  to 
obstruct  them,  and  pile  up  the  property  of  inno- 
cent individuals  to  the  value  of  hundreds  of  thou- 
sands of  dollars,  to  be  exposed  to  the  elements 
and  other  means  of  destruction,  entirely  out  of 
the  reach  and  control  of  its  owners,  presents  other 
and  very  serious  questions.  If  such  a  course  is 
justifiable  by  the  law,  it  certainly  is  not  by  any 
rule  of  morals  which  I  have  been  accustomed  to 
respect.  While  we  are  not  called  upon  to  become 
parties  to  any  quarrel  which  may  arise  between 
the  people  and  a  railroad  company,  which  has  even 
by  sufferance  or  by  permission  laid  its  track  and 
been  the  channel  of  commerce  for  years,  we  have 
a  clear  right  to  expect  that  we  shall  not  be  made 
the  innocent  victims.  Yielding  to  the  strong  hope 
that  these  difficulties  will  speedily  disappear,  I 
submit  the  whole  matter  to  the  consideration  of 
the  Legislature  without  the  recommendation  of 
any  course  of  conduct  in  relation  to  it.  The  oc- 
currence of  such  difficulties  affords  strong  lessons 
of  admonition  to  us  to  govern  the  policy  of  our 
State  by  the  broadest  principles  of  justice  and 
patriotism.  A  single  glance  at  our  geographical 
position  will  show  that  we  bold  the  key  to  a  vast 
portion  of  the  great  trade  of  Western  commerce, 
which  finds  its  transit  over  the  extended  railways 
of  the  country.  A  na  row  policy  might  induce  us 
to  attempt  to  enrich  ourselves  by  imposing  upon 
this  commerce  severe  exactions  as  it  passes  across 
our  teiTitory.  But  I  am  confident  that  in  the 
adoption  of  such  a  jwlicy  we  should  never  enjoy 
the  consciousness  of  elevated  motive  "or  patriotic 
impulse.  It  is  much  more  congenial  to  the  wide, 
ft-ee  spirit  of  the  hospitable  West  to  look  with  sa- 
tisfaction upon  the  prosperity  of  our  neighbors, 
and  to  content  ourselves  with  those  gains  which 
are  the  legitimate  fruits  of  our  natural  position, 
and  the  sagacity  and  energy  of  the  people.  No 
citisen  of  Illinois  can  repress  the  pride  he  must 
feel  in  looking  over  the  continued  liberal  policy  of 
the  State  in  this  direction ;  nor  can  he  fail  to  see 
that  our  present  unexampled  prosperity  is  the  na- 
tural result.  Looking  beyond  the  Mississippi  to 
the  shores  of  the  Pacitic,  to  the  world  of  com- 
merce and  {wealth  beyoi<d  those  shores,  destined 
to  seek  a  highway  through  our  State,  we  cannot  , 
for  a  moment  hesitate  in  the  conclusion  that  sound  a 
discretion,  as  well  as  the  dictates  of  experience, 
demand  an  uninterrupted  continuence  of  the  same 
liberal  policy."  j»^ 
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Railway  Constructlou  In  the  West* 

A  few  weeks  since,  tbe  Railroad  Record  publish- 
ed two  long  articles  on  the  sabject  8f  the  con- 
struction of  Western  Railroads,  which  appeared  to 
us  so  extravagant  as  to  call  for  some  remarks, 
which  though  well  intended,  seem  to  have  ruflTled 
the  usual  equanimity  of  our  cotcmporary.  They 
have  brought  out  a  long  reply,  but  no  amtccr  to 
the  positions  taken  by  us.  '  "'   -'l*"^'".  ';' 

The  Record  prefaced  its  articles  by  stating  that 
the  cost  of  a  first  class,  double  track,  Western  rail- 
road, fully  equipped,  would  not  exceed  $36,000 
per  mile.  We  corrected  this  statetaenl  by  showing 
that  the  only  two  single  track  roads  running  into 
Cincinnati,  with  but  partial  accommodations  and 
insufficient  equipments,  have  already  cost  a  larger 
sum  than  the  Record  stated  to  be  the  cost  of 
double  track  Western  roads  completed  and  fully 
equipped.  Upon  this  the  Record  flies  in  quite  a 
passion,  and  attempts  to  make  good  its  first  state- 
ment by  instancing  a  number  of  single  track  West- 
ern roads  that  have^  cost  hsf  than  S35,000 ;  a 
point  which  we  never  raised.  The  Record,  how- 
ever does  not  venture  to  re-assert  ita  first  state- 
ment, and  consequently  admits  the  incorrectness 
of  it\Q  premise  upon  which  its  subsequent  argn- 
inent  was  built.  If  the  foundation  falls,  the  whole 
Btracture  falls  with  it. 

Wc  have  heard  a  great  deal  about  the  low  cost 
of  Western  roads,  and  for  some  time  after  we  took 
charge  of  the  Journal,  we  rea'Iy  believed  that  a 
Western  road  could  be  built  for  $15,000 or S20,000 
per  ^mile.  But  experience  has  long  since  proved 
the  incorrectness  of  all  such  opinions.  In  some 
parts  of  the  West  railroads  can  be  constructed  at 
a  less  cost  than  in  the  Eastern  States.  In  others 
they  cannot.  The  items  of  right  of  way,  and  gra- 
duation, etc.,  etc.,  of  Western  ro.ids  are  less  than 
similar  items  in  Eastern  roads.  All,  or  nearly  all 
other  items  entering  into  the  construction  «f  rail- 
roads cost  more  in  the  West  than  East ;  such  as 
the  rails,  equipment, etc.,  etc.  The  total  advantage 
is  on  the  side  of  the  Western  roads  we  admit,  but 
the  difference  is  by  no  means  so  great  as  is  gener- 
ally supposed.  The  reason  why  Western  roads 
appear  to  cost  so  much  less  than  those  of  the 
East,  is  because  the  former  arc  only  Afl// finished. 
It  often  happens  that  the  track  is  laid,  and  that 
business  trains  commence  running,  before  the  road 
has  received  one-half  the  expenditure  necessary  to 
complete  it. 

There  is  not  a  finished  railroad  in  the  West,  nor 
will  there  be  for  five  years  to  come.  Every  one 
of  them  is  in  this  market  for  money,  and  such  as 
have  been  in  operation  the  longest,  are  the  largest 
borrowers.  We  do  not  tay  this,  as  anything  for 
which  western  companies  are  censurable,  or  that 
they  are  not  entitled  to  the  money  they  seek  to 
borrow.  Far  otherwise.  The  Little  Miami,  and  the 
Cincinnati,  Hamilton  and  Dayton  Roads,  would  be 
ranch  more  eflScicnt  and  profitable,  had  they  dou- 
ble track,  which,  with  the  necessary  equipment, 
would  carry  the  cost  up  to  $60,000.  The  estimated 
cost  of  what  arc  now  the  most  expensive  railroaas 
in  N.  England,  did  not  much  exceed  that  of  tcestern 
railroads.  They  were  operuU  at  very  nearly  the 
estimates,  but  experience  has  since  shown  that 
they  were  very  far  from  being  eomi^eied.  Precise- 
ly similar  will  be  the  history  of  western  roads. 
The  cost  of  such  as  are  opcud  at  $20,000  \yet 
mile,  will  soon  run  up  to  $30,000  or  $40,000  per 


mile.  To  suppose,  therefore,  that  there  is  to  be 
any  very  great  difference  in  the  cost  of  railroads, 
doing  an  equal  business,  in  diflferent  parts  of  the 
country,  is  a  great  mistake.  In  proof  of  this,  we 
would  refer  to  an  article  in  another  part  of  the 
Journal,  showing  the  comparative  cost  of  gradua- 
tion of  several,  in  which  particular  exists  the 
principal  advantage  of  western  and  southern  rail- 
roads over  those  of  the  eastern  and  northern 
States.  The  same  article  also  shows  the  progres- 
sive increase  in  the  cost  of  the  leading  New  Eng- 
land roads. 

Our  second  correction  of  the  Record,  was  its  es- 
timate cf  the  earnings  of  New  England  roads. 
The  Record  reasserts  its  statement,  that  these 
roads  earn  6  per  cent,  upon  their  cost,  but  without 
adducing  the  proof  In  this  case  the  onus  is  not 
on  us.  If  it  were,  we  could_readily  make  good 
our  assertion.  It  requires  no  argument  to  prove 
the  fact  to  a  New  Englandcr,  unfortunately.  It  is 
notorious  \hzi  the  railroads  c»ustructed  through 
the  agricultural  districts  of  New  England,  have 
proved  disastrous  failures.  So  much  so,  that  the 
stocks  of  many  of  the  roads  in  Maine,  New  Hamp- 
shire and  Vermont,  are  hardly  worth  the  keeping. 
There  are  not  more  than  ten  paying  lines  in  the 
three  States  out  of  some  35  roads. 

The  Record  thinks  that  Ohio  will  sustain  as 
many  miles  of  Railroad  in  proportion  to  its  area 
as  England!  As  nearly  all  the  Railways  in  Great 
Britain  are  in  England,  say  6,600  miles  of  line, 
out  of  7,000  in  the  Kingdom.'  A  similar  ratio  would 
give  4,000  miles  for  Ohio.  Now  we  do  not  think 
Ohio  would,  at  the  present  time  give  support  to 
4,000  miles  of  railroad.  Should  this  extent  of  line 
be  constructed,  we  think  the  result  would  be  simi- 
lar to  that  which  followed  their  over-construction 
in  England,  to  wit :  the  loss  of  nearly  one  half  of 
the  capital  invested.  But  admitting  that  Ohio 
will  sustain  as  much  millage  as  England  in  propor- 
tion to  its  surface,  only  about  two  thirds  as  many 
miles  shouM  be  built,  as  the  Railroads  of  the  form- 
er country  are  by  no  means  sustained.  In  England 
railroading  is  so  uotoriuu8lyoverdone,that  350,000,- 
000  of  capital  have  been  lost.  Yet  the  Record  thinks 
that  these  works  may  be  carried  to  a  similar  ex- 
cess in  Ohio  as  in  that  country.  A  proper  application 
of  the  illustration  adduced,  entirely  disproves  all 
such  opinions  in.stead  of  sustaining  them. 

We  corrected  the  table  of  the  the  Record  show- 
ing the  -market  value  of  certa'n  New  England 
Road  Stocks.  It  quoted  Housatonic,  and  Harlem, 
preferred,  which  are  very  different  affairs  from  the 
stocks  upon  the  market  We  gave  the  current  quo- 
tations of  the  whole  list.  The  mistakes  of  the  Re- 
cord consisted  in  confounding  the  preferred , and  \m- 
preferred,  stocks. 

The  Record  thinks  that  because  New  England 
is  not  as  fertile  as  the  West,  that  consequently  the 
former  can  supply  but'very  little  traffic  to  Rail- 
roads. This  is  very  far  from  being  tbe  case.  In 
proportion  to  their  area,  the  States  of  Massachn 


not  greater.  The  Record  estimates  that  were 
eight  Railroads  constructed  between  Scioto  and  the 
Indiana  State  line,  running  north  and  south,  they 
would  all  pay  ten  per  cent  on  their  cost.  Within 
the  district  named,  there  arc  two  roads  only,  but 
located  in  such  a  manner  as  tp  accommodate  and 
command  nearly  all  the  busineRS  of  it.  These 
road.s,  we  believe,  pay  only  ten  per  cent  divideud.s 
They  traverse  the  iK-st  portions  of  the  State,  have 
extensive  ramifications,  arc  free  from  competition, 
and  have  wide  belts  of  fertile  territory  on  each 
side  of  their  lines. 

Yet  with  all  these  advantages,  the  country  tbey 
traverse  does  not  afford  one-third  as  much  busi- 
ness, in  proportion  to  its  area,  as  do  some  portions 
of  New  England,  which,  according  to  the  Record, 
is  made  up  of  "  Rocks  and  Wnortlebcrries."  Take 
the  country  traverse  I  l»y  the  Fitchburg  Railroad, 
for  instance ;  a  comparatively  barren,  unproduc- 
tive, and  not  very  densely  inhabited,  district.  It 
does  not  receive  the  business  of  one- third  the  area 
of  that  commanded,  cither  by  the  Little  Mi.-im),  ©r 
Cincinnati,  Hamilton  and  Dayton  roads  j  yet  its 
receipts  are  larger  than  either,  with  a  much  lew 
mileage !  Here  is  a  nut  for  the  Record  to  crack. 
Will  it  explain  how  it  is,  that  so  barren  and  cir- 
ctimscribed  a  district ,  can  tun;  out  so  much  larger 
traflic  than  the  choicest  iwrtions  of  the  West  1 

The  Rocor  1  thinks  it  finds  an  inconsistency  be- 
tween our  comments  upon  its  articles,  and  some 
previous  articles  of  our  own,  in  which  we  stated 
that  in  "  no  part  of  the  West  can  the  construction 
of  railroads  ontstrip   the  wants  of  the  people,  or 
their  abilitj^to  supply  to  them  an  abundant  traffic  * 
Very  well,  we  think  so  still.    The   West  cannot 
build  railroads  as  fast  as  they  arc  needed.     This 
is  the  idea  that  wc  intended  to  convey,  as  any  one 
who  will  take  the  trouble  of  reading  the  artiche 
referred  to,  will  see.    Neither  do  wc  believe  that 
the  construction  of  railroads  is  in  any  danger  of 
being  over- done  in  the  West,  so  long  as  its  people 
will  furnish  one-half  the  cost  of  their  constructton, 
as  we  have  always  insisted  they  should  do.  Where 
those  immediately  interested  in  railroads  cannot 
furnish  one-half,  or  one-third  their  cost,  the  pro- 
ject will  very  probably  turn  out  to  be  premature. 
So  much  for  the  arguvMriLative-ptxX,  of  the  rep'y 
of   the   Record    to   our  strictures.      It  entirely 
evades  the  principal  points  made  by  us ; — "  that 
double  track  railroads  cannot  be  built  and  equip- 
ped in  the   West  for  $35,000  per  mile,  and   that 
eight  first  class  roads  between  the  Scioto  and  the 
Indiana  State  line,  would  not  pay  ten  per  cent, 
upon  their  cost."    The  Record  has  a  plenty  of 
words  for  issues  that  we  did  not  raise,  but  no  ar- 
guments, no  proof,  for  those  that  we  didi     "•  -:■'■- 
In  conclusion  the  Record  steps  entirely  out  of  the 
record ^  and  abuses  us  roundly  for  the  grounds  we 
have  taken  in  reference  to  the  affairs  at  Erie ;  and 
zealously  espouses  tho  Pennsylvania  side  of  tbe 
question.    Thb  is  certainly  a  singular  position  for 
an  inhabitant  of  Cincinnati  to   take,  and   a  st4U 


a  much  larger  traffic  to  Railroads  than  any  portion 
of  the  West.  In  the  States  named  a  much  larger 
proportion  of  the  people  are  travellers,  for  the  rea- 
son they  are  chiedy  engage  in  manufacturing  and 
commercial  pursuilB.  If  the  West  is  capable  of  sup- 
plying ^such  enormous  traffic  |4to  Raih-oads,  we 
wonder  why  the  receipts  of  these    works   are 
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setts,  Connecticut  and  Rhode   Island,  are  capable  ]  uiore  singular  one  for  the  editor  of  a  paper  devoted 
of  supplying,  and  do  supply,  at  the  present  time,  |  to  the  interests  of  railroads  and  commcrc  .    A 


break  of  gauge  at  Erie  had  no  other  object  tbao 
to  saddle  the  commerce  of  Ohio  with  a  tax,  to 
support  Eric.  To  such  outrages  does  the  editor 
of  the  Record  lend  himself  and  his  paper.  We 
must  1)C  permitted  to  express  our  belief,  that  by 
doing  so,  he  aids  nothing  ttf  it.**  rojmt.tlion  or  pa- 
tronage, ^y     ,;-—  »,.  .  -^  .  ,        .;  .-. 
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As  a  matter  of  cariosity  we  annex  the  para- 
graphs from  the  Record  in  reference  to  the  Erie 
matters.  .Vt: ,;.:  :;^i-i  n\<  'x  "> 

"The  Railroad  Journal  has  issued  a  fuTminaUon 
against  the  SLat^  of  Pennsylvaaia — which,  it  con- 
siders, the  whole  world  is  about  to  abandon  to  all 
sorts  of  disgrace.  A  year  or  two  since  it  issued 
another  fulmination  against  Illinois,  in  relation  to 
the  Terre  Haute  and  St.  Louis  railway,  which  was 
to  be  made  forthwith,  whether  Illinois  chose  or 
not.  Illinois  did  as  she  pleased,  and  so  will  Penn- 
sylvania. It  is  positive  folly  to  abuse  a  Slate — 
especially  when  that  State  has  the  whole  work  in 
her  own  hands. 

It  seems  to  be  thought  that  Ohio  will  do  some- 
thing terrible  on  the  occasion.  She  will  do  nothing 
at  aU.  She  can  do  nothing  without  injuring  her- 
self materially.  Are  there  not  the  Ohio  <f«  Penn- 
sylvania, the  Central,  the  Bellefontaine  if-  Indiana, 
the  Cincinnati  <J'  Marietta,  and  all  the  railways 
south  of  the  Lake  Shore,  directly  interested  in 
the  Pennsylvania  Central  ?  Will  all  the  great  wheat 
counties  of  Ohio  consent  to  set  aside  their  interests 
to  meddle  in  the  Erie  war  1  Not  at  all.  The  Erie 
business  will  be  settled  by  the  Courts  and  Legis- 
lature of  Pennsylvania,  who  have  the  sole  control 
over  the  matter.  Penn.sylvania  will  in  all  prob- 
ability make  an  equitable  arrangement,  whenever 
one  is  sought;  and,  at  any  rate,  cannot  be  forced 
from  her  position  by  abuse.  Ohio  will  go  into  no 
flare-ups  for  the  purpose  of  spiting  Pennsylvania." 
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Btoek  and  Bloiiejr  BIarlieC> 

There  has  been  considerable  improvement  in 
the  stock  market  for  the  pa.st  week.  The  whole 
list  shows  an  advance,  and  a  number  of  stocks 
have  gone  rapidly  upward.  A  better  state  of  feel- 
ing appears  to  be  steadily  gaining  ground.  Money 
is  becoming  more  abundant,  which  has  caused  an 
increased  demand  for  railroad  securities.  The 
European  news,  which  has  ruled  this  market  for 
five  or  six  months  past,  appears  to  be  losing  its 
influence,  so  that  the  certainty  of  war  would  hard- 
ly exert  a  depressing  effect  upon  our  market.  A 
steady  advance  in  railroad  securities  from  their 
recent  depressed  figure,  may,  we  think,  be  antici- 
pated. 

Toledo  and  Indianapolis  Railroad 

The  organization  of  a  company  to  build  a  rail- 
road between  the  above  cities  has  been  completed 
and.the following  directors  elected: — M.  Johnson, 
A.  i.  Field,  H.  H.  Dodd,  C.  B.  Phillips,  of  Toledo ; 
J.  Puidy,  of  Mansfield ;  C.  M.  Godfry,  of  Kalida ; 
H.  J.  Boehmer,  of  Fort  Jennings. 

At  a  meeting  of  the  Directors,  H.  H.  Dodd  was 
chosen  President;  C.  M.  Godfry,  Vice  President; 
Charles  B.  Phillips,  Secretary  and  Treasurer. — 
The  first  annual  meeting  was  fixed  as  early  as 
June  next. 

The  President  was  directed  to  appoint  a  Chief 
Engineer,  and  cause  a  survey  of  the  route  via  Mer- 
cer, Delphos,  Ft.  Jennings,  Kalida,  Medary  and 
Gilead,  at  the  earliest  practicable  moment. 

'    Fltcbburgh  Railroad  of  9Iasaaclius«tta. 

A  new  board  of  Directors  has  been  elected  to 
manage  the  affairs  of  this  Company.  The  number 
is  five  instead  of  seven  as  before :  viz :  Alvah 
Crocker ;  E.  H.  Derby ;  John  J.  Swift ;  Thomas 
Whittemore  and  James  Ellison.  All  of  these  mem- 
bers are  well  known  for  their  exertions  in  behalf 
of  the  Hoosic  Tunnel  project. 


Atlantic  and  St.  Lawrence. . .  Maine, 

Androscoggin  and  Kennebec. .  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord ....  " 

Sullivan " 

Connecticut  and  Passumpsic.  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Ma.ss. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

Now  Bedford  and  Taunton. . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vei-mont  and  Massachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester.. .  " 

Cahal Conn 

Hartford  and  New  Haven .....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City..  N.  Y. 

Buffalo,  Coming  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

CajTiga  and  Susquehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington. . . .  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central * ,  .  " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philad.,  WUmingtoD  and  Bait,  " 


160 
66 
72 
61 
20 
98 
36 
64 
82 
24 
16 
47 
26 
61 

120 

117 
47 
61 
24 
28 
83 
68 
69 
28 
62 
75 
42 
66 
20 
26 
46 
12 
77 
46 

156 
60 
40 
46 
72 

110 
50 
66 
61 
62 
66 
64 
91 

132 

69 

60 

47 

36 

464 

144 

130 
I  96 

604 

118 

35 

23 

26 

60 

41 

32 

89 

96 

65 

46 

31 

63 

56 

20 

36 

95 


3 
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l,638,100i 

809,878 

962,621 

1,365,500! 

286,747' 

1,649,278 

1,486,000 

2,078,626; 

3,016,6341 

717,643 

600.000i 


2,978,700! 
1,016,600] 
29/, 80  ! 
123,8841 
341,100 
622,200 
none. 
720,900 


none. 


1,097,600 
2,486,000 
8,600,000i 
1,500,000| 
892,0001 


660,000 
2,429,100 
3,600,000 


5,160,278 
2,064,468 
2,614,067 
1,459,384 
713,605 
2,640,217 
1,486,000 
3,002,094 


700,000 


1,830,000 
4,076,974 
8,160,390! 
4,600,000 

421,295 
1,591,100; 
2,860,0001 
1,050,0001 
3,540,000; 

600,000i 

547,016 
1,964,070 

250,000 
2,140,536 
1,134,000 
5,150,0001 


651,214 
1,400,000 

673,600 

1,746,516 

5,577,467 

12,000,000 

1,500,000 


1,457,500 

922,600 

2,360,000 


668,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,686 


425,609 
687,000 
10,000,000 
3,740,515 
4,725,260 
1,875,148 
23,085,600 
1,579,969 
360,000 
174,042 
610,000 
860,000 
899,800 
237,690 
430,936 
1,011,940 
1,500,000 
1,022,420 
2,197,840 
986,106 
1,184,500 
600,000 
830,100 
6,666,882 
98  6,000,000 


160,000 

390,000 

425,000; 

171,800 

193,600 

500,000 

none. 

112,305 

none. 

819,743 

282,300 

none. 

1,001,500 
171,210] 

5,319,6201 
467,700: 
300,000| 
500,0001 
800,000 


1,995,249 
4,092,927 
3,546,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 

520,475 
1,245,927 
2,293,534 

307,136 
3,203,333 
1,321,946 
9,963,769 


254,743 
140,661 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 


132,546 


495,397 


Leased  to 
Recently 


1,791,999 
1,400,000 
3,150,000 
2,600,000 

jIn  progres 

800,000  1,511,111 
1,641,000  4,978,487 
440,000 
650,000 
701,600 
1,660,000 


872,000 


1,380,610 

2,596,488 

2,560,600 

In  progres 

1,921,270 

In  progres 

582,400   987,627 

400,0001  1,070,786 

24,003,865'33,070,863 

7,046,395  10,527,654 


388,108 
669,001 
469,656 
758,819 
60,743 
229,004 
488,793 
229,445 
674,674 
164,230 
67,261 
374,897 
137,406 
218,679 
162,109 
1,626,224 
240,572 
291,417 


SI 


o 
•o 

a 
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OQ 

o 
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113,620  none  83 
80,053  none'  80 
100,662none! 

...:...!  6  i 

11, 256  none; 

79,659  none 

141,836!  8  ; 


66,266' 
163,075 


6 
5 
6 
61,513  8 

none 

none 

none 

266,589  none 


689,629 
829,041 
69,629 
114,410 
806,713 


the  Vt.  C  ent. 

opened,  (none 
..  inone 
7 
7 
6 
7 
2 
5 
7 
8 
6 
7 


130,881, 
338,216' 
227,434 
331,296 

30,056 

72,028 
241,017 

99,589 
232,787 

43,960, 

23,415none 
122,816inone 

24,399|  8 

18,648none 


66,900| 
746,736, 
110,892| 
120,8921 


4 

7 

e' 
4 


294,26910  : 
168,902nonei 
inone 


41 
96f 
24 
33 

111 
88 
59 
90 

106 

'21' 
29 
11 
13 
97 


91 

103 

84 

lOOi 

40 

56 

89i 

99 

9H 

117 

68 

87 

'23*4 
59 
97 
651 
96 
66 
128 


428,173 


Recently  opened 

267,6611  116,966 
Recently  opened 


Recently 


opened. 


7 

8 

none 

4  i 
none 
none 


39 
101& 

40 

574 

'65* 
130 


76,760   39,360  none;  68 
74,241 1  23,496  nonej .. . 
4,318,9621,800,181 


977,463 
616,246 


6,102,936 
2,446,391 


10,773,823133,859,423 
2,969,760'  5,133,834 
201,500! 
131,000! 


1,063,659 
681,446 
205,068 


607,803 


25,000 
400,000 
940,000 
100,000 
700,000 
660,000 


128,000 

476,000 

1,500,000 

13,000 


713,227 


480,137t  195,847 
90,616  43,609 
349,775jRecently  'opened. 
774,495|  213,0781  96,787 
l,250,000|Recentlv  opened 
1,832,945;  173,545;  135,017 
329,577|Recently  opened. 


78* 
338,788  none!  70i 
324,4941  4       56 
44Hnone|^34 

I         29i 
i  70 
DOQ6  .... 


1,048,357 'Recently 
1,693,711;    226,152 


4,327,498 
1,220,826 
3,246,720 
2,379,880 
1,266,143 
760,000, 
1,702,623 


1,388,386 
149,941 
603,942 
260,899 
118,617 

Recently 
265,827 


10,427,800;17,141,987i2,480,626 
2,899,166)  8,067,286'  868,038 


opened 
116,706 
478,413 
79,262 
316,259 
124,740 
76,890 

opened. 
106,320 

1,261,987 
641,769 


none 

none 

8  I 

10  ; 

7  ! 
10 
3 


30 
33 

96' 
148 

isi' 


1126 

I  80 
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Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  raluation  o/SlOO. 


ii.-->"  ^.  ^!L  -V 


NAME  OF  COMPANY. 


( 


c 
o 

I 


Pennsylvania  Central Penn 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio..*,  .i.. .  Md. 

Washington  branch . '. . ...     " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 
Rich . ,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N 


260 

30 

47 

381 

38 

67 

65 

27 

'  64 

■  73 

'  22 

l76 

•  62 

107 

<  73 

I  32 

C.161 


9,768,155 


191 

211 

101 

71 

60 

65 

93 

33 

88 

60 

80 

125 

38 

29 

65 


13,118,902 
1,650,000 


100 
147 
95 
135 
46 
61 
60 


1 


Charlotte  and  South  Carolina.  S  J>.  110 

Greenville  and  Columbia ^    140 

South  Carolina "     1242 

Wilmington  and  Manchester.  "    i 

Georgia  Central . . . .- Oa.  | 

(Jeorgia "     ' 

Macon  and  Western "     • 

Muscogee "     j 

South  Western " 

Alabama  and  Tennessee  River  Ala. ' 

Memphis  and  Charleston "     j 

Mobile  and  Ohio "     I 

Montgomery  and  West  Point.  " 

Southern Miss.! 

East  Tennessee  and  Georgia. .  Tenn.| 

Nashville  and  Chattanooga. ..  "     ; 

Covington  and  Lexington ....  Ky.  , 

Frankfort  and  Lexington " 

Louisville  and  Franldbrt " 

Maysville  and  Lex3ngton "     \ 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Colimibus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western "       40 

Dayton  and  Michigan. .......  "       20 

Eaton  and  Hamilton "       86 

Greenville  and  Miami "        81 

Hillsboro "     i  37 

Little  Miami "     ]  84 

Mansfield  and  Sandusky 

Mad  River  and  Lake  Erie ...  "     167 

Ohio  Central "       67 

Ohio  and  Mississippi "     

Ohio  and  Pennsylvania "     187 

Ohio  and  Indiana "      ... 

Scioto  and  Hocking  Valley...  "     I  44 

Xenia  and  Columbus "       54 

Evansville  and  Illinois Ind.  !  81 

Indiana  Central "     ' . . . 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Indiauopolis  and  Cincinnati. .  " 

Lafayette  and  Indianapolis. . .  " 

Madison,  Indianapolis  &  Peru  " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago "       92I 

Michigan  Southern  and  Ind.  N.Mich.  315 

Michigan  Central "     |282 

iftCwCtftf  »»♦•  ••M  •••♦  •♦••»  Mo.  ;88  I 


769,000 
1,372,324 

685,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,500,000 
4,000,000 
1,013,088 


586,887 


776,259 
879,868 
688,611 


825,000 
2,093,814 
1,430,150 

357,218 


1,979,100 
2,000,000 


rs 

0) 

a 


2  S 

O    P 


<2^ 


o 


s 

4) 

2 


5,000,000'l3,600,000  1,943,827;    617,626; 


00 


to 


97  J 


6,677,103 


173,867 
200,000 


22.254,338 
1,650,000 


603,006 
040,000 
469,150 
707,958 
120,000 
1,134,698 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,%5,574 


2,033,420  798,193  7 
348,622:  216,237;  8 
413,673!  152,536... 


1021 

58 


227,5931   72,370 


74,113  none 
113,256  7 


122,861 
254,376 

62,762 '.... 

210,062i  99,077  10 
109,2681   42,736  none 

89,776' 12 

610,038',  153,898  6 


77 

70 

40 

100 


50 

98 


300,000 
3,000,000 


418,187 

1,214 

163,000 


150,000 

4ob'6b6 


641,000 

850,000 
900,000 


In  prog.  ! ! . . . 

7,002,396jl, 000,717:  609,711  7 

In  prog.   . . . 

986,0741  535,608  8 


3,465,879 


1,277,334 
In  prog. 

743,526 
In  prog.  I 
In  prog. 
In  prog. 

1,330,960 


934,424 

278,739 

59,590 

129,395 


456,468  7}4 
149,960  9 

21,731  ... 

71,636  8 


173,542 


3,027,000 


2,100,000 
"310,666 


2,668,402 

900,000 

2,387,200 


1,142,200 
1,600,000 


408,200 


500,000 


650,000 


1,760,700 


750,000 
1,291,000 


131 
83 

:  w, 

'  6^ 
138' 

,  40| 
'  72 


1,128,486 


2,647,700 


632,387 


136|  2,400,000 


1,932;361 
2,800,000 
4,856,700 
1,000,000, 


482,000 
1,000,000 
1,767,000 


In  prog.  I 

In  prog.  I 

In  prog.  ! 

584,902i 


76,079  8 


87,421 


In  prog.  ; 

3,279,908!  432,682 


44,260 


267,278  10 


3,665,000 
2,000,000 


777,793  483,45412 


321,793  200,967 


2,659,653 
In  prog. 

925,000  Recently  jopened. 
In  prog. 


125 


115 

ioi" 


63 
80 


45 

91 

100 


121 
65 


1044 
62 
75 


56 


2,460,000 


In  prog.  : 

3,169,7331  667,569 

1,855,000 

4,110,148;  540,618 

In  prog.  ; 


352,133  10  109i 

'113,461 !! 


77t 

79 
87 


800,000 
300,000 


Recentlylopened.    ' \ 

In  prog i ....;.... 

"         Recentlylopened.     .... 

l,257,714i    317,000    158,500   10  Il07 
Inprog.        237,6061 j.... 

! ....'774 

I1I6 

"         Recently  opened 187 

1 ,289,000j  1 ,869,932  RecenUy  opened 72 

I opened ' . . . . 

1,241,300|  2,400,000    616,414    268,076   10  I  70 

jln  prog 65 

663,100!  1,363,019    106,944,      71,446   4      108 


: 


4,000,0001  4,600,000' 


500,000 In  prog.     I   473,548i    286,152  ....  118 
3,741,564;  7,276,6161,200,9221    686,929   17  11194 
8,977,663j  8,618,505  1,145,598|    582,816     8  103f 

Qone.    jln  jproireg  ftf 5f nU^i  opp|y»i^  ]..,.]..., 


£dwln  F.  Johnson  upon  the 
Pacific  Railroad,  ^"i^ 

We  have  published,  and  have  for  sale,  E.  F. 
Johnson's  recent  work  upon  the  Pacific  Railroad. 
Mr.  Johnson  is  admitted  to  be  one  of  the  first  En- 
gineers in  this  countrj',  and  his  reputation  is  a 
good  guaranty  that  the  subject  under  discussion 
has  been  thoroughly  considered  and  discussed. 
The  work  is  illustrated  by  a  large  map,  showing 
all  the  jiroposod  routes,  a  profile  of  the  Northern 
Route,  a  map  of  the  mountain  chain  traversed  by 
it,  and  seven  lithograjthic  views  of  various  points 
upon  its  line.  The  whole  work  is  elegantly  got 
up,  and  makes  a  volume  of  176  Pag^s,  Octavo. 

Persons  wishing  to  pr(>curc  copies  of  the  above 
work,  by  forwarding  one  dollar  to  our  address, 
can  have  a  copy  of  the  same  with  the  maps,  for- 
warded by  mail  post  paid. 

Dnties  an  Rallroads.Iroa. 

There  is  a  strong  feeling,  on  the  part  of  railroad 
companies  [>articularly,  in  favor  of  the  removal  of 
the  duty  on  Railroad  Iron.  Could  this  feeling  be 
thoroughly  organized,  wc  believe  there  would  be 
little  difl?culty  in  effecting  the  desired  result.  It 
is  organization,  not  an  increased  interest  in  the 
subject,  that  is  needed.  In  view  of  effecting  such 
organization,  we  wcruld  suggest  that  a  meeting, 
or  convention,  be  held  by  the  different  railroad 
companies  interested.  Shall  w$  not  have  some 
response  to  this  proposition  ? 

Since  the  above  was  written,  we  have  received 
the  following  communication,  to  which  we  invite 
attention.  We  join  in  the  recommendation  for  the 
pniposed  meeting. 

Editor  or  the  Railro.vd  Journal:^— 

I  have  been  surprised  that  the  railroad  compa- 
nies of  the  United  Sutes,  struggling,  as  most  of 
them  are,  to  complete  their  lines  in  these  embar- 
rassing times,  have  not  effected  an  organization 
for  the  purpose  of  bringing  the  subject  of  the 
present  high  duties  on  Rails,  (amounting  to  nearly 
Sl,500  per  mile,)  before  Congress,  with  a  view  to 
obtain  their  remission. 

It  is  time  such  a  movement  was  made,  and  as 
there  are  at  all  times,  a  large  num*>er  of  railroad 
oflScersia  this  city  from  all  parts  of  the  coantry, 
I  respectfully  suggest  a  meeting  at  the  Astor 
House,  on  Saturday  evening  at  7  o'clock,  for  the 
purpose  of  taking  action  upon  this  subject. 

^  Ohio. 

Uaeliine  AVorks  Iw  Alabama. 

The  extensive  works,  knows  as  the  Winter  Iron 
Works,  at  Montgomery,  Alabama,  were  lately  sold 
for  S175,000.  Col.  Lewis  Troost  has  become  one 
of  the  purchasers,  under  whose  influence  the  works 
will  doubtless  gain  increased  repuUtion.  The 
beautiful  steam  engine,  built  at  these  works,  and 
in  operation  at  the  Crystal  Palace  shows  the  capa- 
bilities of  Alabama  enterprise  and  skill. 

Comparative  Tonnage  of  Kallroad 
and  Canal  Commerce. 

The  the  total  amount  of  freight  moved  on  the 

Michigan  Southein  and  Northern  Indiana  Railroad 

in  1853,  was  116,635  tons.     'I  he  amount  received 

at  Toledo  by  Canal  for  the  same  time  was  226,330 

tons.     The  freight  arriving  at  Cincinnati   by  the 

Miami  and  Erie  Canal  153,789  tons,  and  at  other 

points  135,308  tons.     Total    moveijieiit  on  th^ 

Canal,  614,4^7  toqf, 


f.^. 
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Artaptatiou  of  IjOCOmotlTes. 

BT  ZERAH  COLBURN. 

It  will  not  be  disputed  that  in  a  selection  of  en- 
gines, uf  the  best  construction,  a  regard  should  be 
bad  for  a<lapUUion  and  uniformily.  There  are  of- 
ten obetacles  in  the  way  of  attaining  theso  ends, 
Bucb  as  inability  to  procure  the  right  kind  of  en- 
gines at  the  right  time,  but  the  propriety  of  the 
principle  still  remains.  It  is  a  fact  that  these  cuds 
are  often  overlooked  in  the  selection  of  engines  for 
first  class  roads,  as  there  are  abundant  instances  in 
point  to  prove  it.  Some  of  these  may  be  referred 
to  hereafter.  The  grounds  for  adaptation  require 
to  be  appreciated  before  the  true  end  can  be  gain- 
ed. It  is  far  from  true  that  what  is  fit  for  one 
road  is  fit  for  another,  as  position,  traiHc,  phyj^ical 
features,  fuel,  attendance,  and  other  circumstances 
may  be  essentially  different  in  different  cases. 

The  power  of  the  engines  is  first  to  be  consider- 
ed. Engines  may  be  designed  for  great  power  and 
high  speeds,  or  only  for  great  loads  at  slow  spe«ds. 
The  first  is  the  engiuo  for  a  heavy  express  traffic 
on  a  great  throngh  route.  Its  perfection  may  dc- 
termmc  the  result  of  comi)etition,  and  may  give  a 
road  a  positive  advantage  in  point  of  time  and  ac- 
commodation. An  engine  of  less  power,  and  for 
a  slower  speed,  is  in  place  on  roads  doing  only  a 
moderate  business  and  beyond  the  influence  of 
competition.  A  25  ton  passenger  engine  would  be 
a  monstrosity  on  a  local  road,  having  no  import- 
ant connections  with  the  great  current  of  through 
travel.  i;.  V  .  ■ 

The  engine  designed  for  great  loads  at  low 
speeds  is  that  for  a  heavy  freight  business,  or  for 
a  road  having  frequent  and  severe  grades.  More 
moderate  power  will  accommodato  an  ordinary 
freight,  an  emigrant  or  a  mixed  business.  A  still 
less  powerful  engine  js  scviccable  for  yard  work 
and  ballasting.  These  applications  are  all  obvious 
in  their  nature. 

The  heavy  engines  require  the  most  car  for 
their  perfection  and  adaptation.  They  must  exert 
the  greatest  power  with  the  greatest  economy  of 
space,  weight  and  fuel.  These  are  important  re- 
quisites, especially  as  the  demands  of  modern 
transportation  are  calling  for  the  ultimate  econo- 
mical power  o(  the  engine ;  although  the  common 
gauge  of  our  roads  affords  room  for  more  power 
than  can  be  economically  exerted,  or  than  is  like- 
ly to  to  be  required.  ^ 

The  outside  connection  economises  .space,  later- 
ally, vertically  aud  horizontally.  It  reduces  the 
weight,  and  especially  the  disturbing  weight,  and 
consequently  the  weight  for  counterbalance  ;  be- 
sides bringing  the  disturbing  weight  into  a  better 
position  for  balancing.  It  involves  less  friction, 
and  what  is  still  better,  it  gives  room  for  the  most 
effective  proportions  of  cylinder  aud  wheel. 

The  link  motion  is  another'requi'-ito  in  all  good 
engines,  affording  the-  means  for  an  economical 
adaptation  of  the  expenditure  of  steam  to  the  re- 
sistfince  of  the  train;  simplifying  tlie  constnic- 
tion  of  the  engine  ;  and  being  tho  nio>t  reliable  of 
any  kind  of  rcvi-n^ing  gear.  01*  the  two  arrange- 
ments of  the  link  motion,  the  stationary  and  the 
shifling  links, — the  former  gives  cqn.xlly  as  good 
results  in  the  distribution  of  the  steam,  and  has  the 
advantages  of  occupying  less  '•ocm,  being  easier 
to  reverse  and  requiring  nnnr^  of  th"?  \reijht,  strain, 
and  danger  of  the  heavy  counlcrbaliinco.  It  allows 
also^of  a  better  soapensiou,  whereby   the  joints 


will  not  wear  as  fast.  The  varying  lead,  claimed 
for  the  shifting  link,  is  had,  in  effect,  by  the  station- 
ary link,  as  the  varying  travel  of  the  valve,  (the 
same  with  either  link)  is  the  principal  agent  in  ef- 
fecting pre-admissions  of  steam  upon  the  piston. 

The  edge  fram«  is  best,  for  being  stiffer,  afford- 
ing more  room  for  furnace,  and  admitting  of  better 
lateral  bracing  and  better  cylinder  fastenings. 

For  tho  reduction  of  weight,  the  outsido  con- 
nection, hollow  axles,  wrought  iron  driving  wheels, 
pistons,  rockers,  draw  irons,  dome  caps,  etc.,  afford 
greater  strength  with  much  less  weight. 

So  also  the  use  of  moderately  thin  boiler  iron, 
well  stayed  and  double  rivited  at  the  weak  points, 
reduces  weight. 

Boilers,  for  rapid  evaporation,  should  have  their 
furnaces  wide  compared  with  the  length ;  should 
have  free  thimble-opening  and  large  tubes.  The 
smoke  boxes  should  be  small  and  not  made  to  ex 
tend  above  tubes,  a  low  level  crown  forming  the 
base  of  the  chimney. 

We  may  then  assume  that  generally,  for  all  pur- 
poses, the  outside  connection,  with  level  or  nearly 
level  cylinders ;  the  link  motion :  flanged  wheels 
(throughout,  except  for  very  short  curves)  ;  the 
least  dead  weight ,  lowest  center  of  gravity ;  the 
edge  frame  ;  boilers  designed  according  to  the  pro- 
portions and  adjustments  most  influential  in  pro- 
moting rapid  combustion  and  rapid  evaporation, 
and  having  also  provision  for  heating  the  feed  wa- 
ter by  the  waste  heat  of  the  tubes ;  will  give  the 
best  results.     .  ' 

To  these  are  to  be  added  the  use  of  the  very 
best  material,  and  the  greatest  accuracy  and  secu- 
rity of  fitting  in  all  the  working  parts. 

The  adaptation  of  engines  then  commences.— 
The  last  passenger  engine  requires  greater  evapo 
rative  power,  compared  with  its  capacity  of  cylin- 
der, than  the  freight  engine ;  its  hourly  evapora- 
tion being  generally  double  that  of  the  latter.  Its 
boiler  should  be  capable  of  maintaining  a  higher 
pressure,  aud  provision  can  be  made  for  working 


at  a  somewhat  higher  ratio  of  expansion.  It  must 
always  be  borne  in  mind  that  the  passenger  engine 
exerts  great  power  and  experiences  more  severe 
wear  than  the  freight  engine,  and  that  in  all  cases 
it  demands  the  perfection  of  design  and  workman- 
ship. Besides  being  more  exposed  to  the  risks  of 
failure,  the  consequences  of  failure  are  far  more 
d  sastrous  with  the  passenger  than  with  the  freight 
engine.  Every  means  of  economy  should  be  se- 
cured in  the  passenger  engine.  The  grate  area 
should  not  be  disproportionately  large ;  as  large 
furnaces,  although  having  greater  evaporative 
power,  do  not  burn  their  fuel  so  economically. — 
The  object  is  to  get  the  most  heat  with  tho  kasl 
necessary  area  of  grate.  The  general  apparatus 
for  draught  should  have  such  adjustment  as  will 
give  tiic  largest  possible  area  of  blast  orifice.  The 
damper  should  close  perfectly  tight  and  should  be 
very  .sensitive  to  any  admission  of  air.  Provision 
should  be  made  for  heating  the  feed  water  by  the 
wasfc»  li^^at  from  the  tubes.  The  cylinders  should 
be  esrpeeially  well  protected  to  guard  against  con- 
densation on  the  higher  grades  of  expansion.  Per- 
fect balance  of  the  disturbing  weights  is  especially 
necessary,  as  the  irregularities  due  to  insufiScient 
balance  increase  as  the  squares  of  the  speeds. 
Beyond  the  tv.iporativo  power  of  the  boiler,  the 
relation  between  stroke  of  piston  and  diameter  of 
wheel,  the  adjustment  of  valves,  aad  the  capacity 


of  steam  pipes  and  steam  openings,  are  the  govern- 
ing points  in  the  adaptation  for  speed.  But  speed 
can  be  had  only  at  the  sacrifice  of  power,  and  on 
some  roads  the  grades  are  such  that  engines  de- 
signed for  si)eed  are  inefficient  in  moving  trains 
of  any  considerable  weight.  Other  roads,  having 
every  advantage  for  the  maintenance  of  high  speeds 
have  engines  inci^able  of  quick  running.  Those 
extremes  are  the  results  of  neglect  in  the  adap- 
tation of  the  engines.  The  New  York  and  New 
Haven  Railroad  was  originally  stocked  with  a 
number  of  engines  with  13  by  20  inch  cylinders, 
and  6  feet  wheels.  This  road  has  many  and  severe 
grades,  upon  which  such  engines  are  not  efficient. 
The  Boston  .and  Lowell  Road,  on  the  other  hand, 
having  no  grades  exceeding  ten  feet  per  mile,  a  firm 
track,  easy  curves,  and  a  large  and  important  traf- 
fic, has  but  two  engines  having  wheels  as  large  as 
6)2  feet.  The  time  made  by  the  Hraina  of  this 
road  is  not  generally  over  20  to  25  miles  per  hour 
for  accommodation,  and  from  25  to  30  miles  per 
hour  for  express  trains.  -j:  .  c   _ 

Freight  engines  require  to  bo  distinctive  hi 
character.     They  should  be  made  to  work  at  the 
speed  which  gives  the  maximum  of  usefVil  effect, 
a  speed  of  about  10  miles  per  hour.    Freight  en- 
gines require  more  adhesive  weight  than  passen- 
ger engines  and  the  weight  may  be  also  distribu- 
ted on  more  points.     Hence,  the  ten  wheel  engine 
is  that  best  suited  for  freight.    The  adaptation  of 
coal  for  fuel  will  probably  become  generally  intro- 
duced in  freight  engines,  and   the   "  feed  heater" 
will,  in  consequence,  become  more  efficient,  there 
being  generally  more  waste  heat  with  coal  than 
wood.     From  running  more  slowly  there   are  not 
the  extremes  of  resistance  which  are  encountered 
by  the  passenger  engine,  and  therefore  the  high- 
est pressures  of  steam  and  the  highest  grades  of 
expansion  are  not  of  so  much  economy  in  the  for- 
mer as  in  the  latter.    The  steam  pressure  being 
somewhat  lower,  the  extraction  of  heat  by  the 
tubes,  and  especially  with  coal,  can  be  made  to  a 
greater  extent,  and  the  tubes  can   therefore  be 
longer,  in  proportion  to  the  area  of  grate,  than 
with  the    passenger  engine.      Tubes  of  from  2 
inches    to    2J    inches,    and    of  14   feet   length 
are  found  to  afford  good  draught,  aud  furnish  am- 
ple steam  of  from  90  to  110  lbs  pressure.    From 
running  at  slow  speeds  and  from  having  but  mod- 
erate concentration  of  weight,  the  freight  engine 
presents  a  good  application  for  the  slip  chilled 
tire.     While  the   four-driver  pivssenger  engine  has 
four  tons  on  a  wheel,  and  runs  at  forty  to  sixty 
miles  per  hour,  the  six-driver  freight  engine  need 
have  but  three  tons  on  a  wheel,  and  be  run  at 
from  ten  to  fifteen  miles  per  hour;  or  only  three- 
fourths  of  the  bearing  weight  at  one  fourth  of  the 
speed.    The  economy  of  the  tire,  in  first  cost  and 
maintenance,  is  a  great  inducement  to  its  use  upon 
roads  doing  a  large  freight  business.    The  finish 
and  ornamental   character  of  tho  freight  engine 
may  be  much  plainer  than  on   the  passenger  en- 
gine.    The  former  is  generally  under  steam  for 
the  greatest  length  of  time,  except  in  cases  where 
passenger    engines    only  .can    "  can  double  the 
road." 

An  engine  for  the  coal  trade  is  only  an  expan- 
sion of  the  plan  of  the  freight  engine.  There  is 
no  bu.siness  where  i:'irpp  tian.';'ur.atioii  Is  ko  im- 
portant as  in  the  coal  trade,  f.  r  ilie  bulk  of  coal 
is  greater  io  proportion  to  its  value  than  with  al> 
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most  any  other  kind  of  freight.  And  in  propor- 
tion to  the  distance  through  which  coal  seeks  a 
market,  should  its  transportation  be  economised. 
Economy  in  transportation  is  promoted  by  carry- 
ing the  largest  loads  over  the  narrowest  gauge, 
thus  concentrating  motive  power  and  and  reducing 
resistance.  The  coal-train  engine  should  have  ex- 
treme power,  with  a  proper  distribution  of  weight. 
The  fuel  should  be  of  the  same  kind  as  the  mate- 
1  ial  hauled.  The  furnaces  and  tubes  should  be  of 
the  best  iro7i ;  the  finish  of  the  engine  should  be 
of  the  plainest  kind.  The  cast  iron  tire  can  be 
here  used  with  the  best  adaptation  and  the  great- 
est economy. 

The  grade  engine  should  be  one  combining  the 
greatest  power  witli  the  plainest  finish.  The  coal 
engine  is  a  good  engine  for  grades.  Provision 
must  be  made  in  the  grade  engine  for  a  sufficient- 
ly high  water  level,  as  from  the  length  of  the  boi- 
ler and  the  inclination  to  which  it  is  subject,  there 
is  danger  of  uncovwring  the  tubes  or  furnace. 
The  tubes  must  come  as  nearly  to  the  crown 
sheet  of  the  furnace  as  may  be,  <ind  the  gauge 
cocks  must  be  placed  well  up  in  the  boiler.  With 
a  boiler  of  the  length  of  twenty  feet,  the  disturb- 
ance of  the  water  level,  on  a  grade  of  1 16  feet 
per  mile,  is  over^pe  inches.  The  pumps  should 
be  of  large  capacity,  as  such  engines  are  standing 
mach  of  the  time,  and  are  run  but  slowly  when  in 
motion.  The  necessity  of  the  use  of  three  or  four 
pairs  of  coupled  drivers  makes  uniformity  of  di- 
ameter of  much  importance.  The  chilled  tire  se- 
cures this  requisite,  besides  being  far  more  dura- 
ble in  such  places,  and  is  also  renewed  without  the 
aid.  of  any  machinery,  a  matter  of  much  impor- 
tance in  the  working  oi  engines  at  a  distance  from 
the  repair  shops. 

Ballast  and  yard  engines  arc  alsu  a  distinctive 
class.  Being  under  steam  through  working  hours, 
running  only  for  short  distances,  and  subject  to  be 
run  backwards  much  of  the  time,  they  require 
modifications  for  especial  adaptation.  I  have 
often  seer,  engines,  built  for  this  business,  provided 
with  copper  tubes,  inside  cylinders,  short  stroke 
pumps,  separate  cut-off  valves,  wrought  iron  tires, 
a  truck  frame,  and  other  refinements  out  of  all 
place.  Such  engines  should  bo  of  the  simplest 
and  plainest  construction.  They  should  always 
be  outside  connnected  for  lightness,  simplicity, 
economy  and  efficiency.  They  should  have  iron 
tubes  for  economy,  and  because  the  tubes  of  such 
engines  are  not  generally  in  the  care  of  the  best 
enginemen.  A  short  stroke  pump  is  an  absurdity 
on  such  an  engine,  working  at  slow  speeds,  as  a 
full  stroke  pump,  unless  out  of  order,  is  sure  to 
fill.  The  full  stroke  pump  should  have  a  large  ca- 
pacity, and  a  large  air  vessel,  en  both  the  suction 
and  forcing  sides.  Arrangements  for  expansive 
working  are  not  generally  of  much  utility,  in  such 
engines,  as  they  run  but  slowly,  atd  for  short  dis- 
tances, aud  with  greater  regularity  of  resistance. 
On  Western  roads,  gravel  engines  have  often  to  be 
ran  for  great  distances  and  the  necessity  in  such 
cases  of  taking  large  loads  may  make  a  cut-off  of 
some  use.  On  such  roads,  however,  economy  of 
fuel  is  not  of  so  much  account  as  reliaiilUy  of  en- 
gines. A  truck  frame  is  generally  uncalled  for, 
as  such  engines  arc  continually  starting  and  stop- 
ping, often  on  bad  rails,  and  need  all  of  their 
weight  for  adhesion.  Running  often  upon  tempo- 
rary tracks,  and   on  short  curves,  the  wheel  ba*e 


should  be  short.  Unprotected  by  a  truck  frame, 
and  running  backwards  much  of  the  time,  the 
tires  should  be  of  chilled  cast  iron,  as  the  flanges 
are  otherwise  soon  cut  away,  making  them  liable 
to  leave  the  rails,  and  involving  great  expense  for 
their  maintenance.  As  a  yard  or  ballast  engine  is 
standing  much  of  the  time,  the  gauge  cocks  should 
be  well  up,  so  that  too  much  water  shall  not  be 
boiled  away,  and  the  tubes  become  exposed  in 
consequence.  For  economy  in  fuel,  such  engines 
should  have  especially  tight  dampers,  to  control 
the  fire  when  standing. 

As  the  business  of  a  road  should  influence  the 
selection  of  engines,  so  also  should  its  characteris- 
tics determine  the  proportion  and  construction  of 
some  of  the  details  of  the  engine.  Undulating 
roads  require  adaptation  in  the  size  of  the  drivers, 
length  of  stroke,  etc.  A  reduction  of  the  size  of 
drivers  to  the  amount  of  six  inches  fur  every  rise 
of  twenty  feet  per  mile,  is  not  out  of  the  way  in 
an  engine  having  7  feet  drivers  for  a  level  line.  If 
the  road  be  mucft  curved  the  center  bearing  truck 
eases  the  turning  of  the  engine ;  plain  or  flat  tires 
may  be  applied  to  the  central  pairs  of  drivers,  and 
with  extremely  short  curves,  much  play  has  to  be 
made  in  the  journals  of  the  axles,  also  between 
the  boxes  and  pedestals  and  between  the  flamges 
and  rails.  On  extremely  short  curves  the  draw 
bar  of  the  engine  may  extend  under  the  furnaces 
and  be  attached  nearly  beneath  the  center  of  the 
engine.  In  all  engines  for  curved  roads  the  wheel 
base  must  be  proportionally  short. 

The  height  of  bridges,  tunnels,  and  station 
doors,  will  govern  the  height  of  chimnies,  and 
with  low  chimnies  they  should  extend  downwards 
in  the  smoke  box  to  a  level  crown  sheet  just  above 
the  tubes.  With  some  forms  of  patented  spark 
arresters,  much  room  is  required  above  the  deflec- 
tor for  clearance.  Such  pipes  reduce  the  effective 
height  of  the  chimney,  aud  are  not  so  well  adapt- 
ed to  run  under  low  bridges  as  some  other  forms 
of  pipes  which  require  less  waste  room. 

The  character  of  the  fuel  burnt  influences  the 
proportions  of  the  boiler?.     Good  wood,  w«ll  sea- 
soned, can  be  burnt  more  economically  on  a  small  j 
than  on  a  large  grate.     The  size  of  the  furnace 
controls  the  amount  aud  intensity  of  heat  genera- 
ted, and  should  furnish  such  amount  as  can  be 
economically  absorbed  by  the  tubes.     If  less,  the 
pressure  of  stuam  will  fall, — if  more,  the  fuel  is 
wasted,  as  much  of  the  heat  goes  up  the  chimney,  i 
With  such  fuel  as  possesses  superior  heating  qual- 1 
ities  a  smaller  bulk  furnishes  the  desired  amount  j 
of  heat.     Green  wood,  or  wood   of  any  kind,  hav-  \ 
ing  inferior  heating  qualitiex,  cannot  be  economi- 
cally burnt  except  furnished  for  about  the  ordina- 
ry cost  of  cutting  and  hauling  for  sho.t distances. 
To  bo  burnt  at   all  and  be  efficient  in   producing- 
steam,  the  funiace  should  be  large,  and  the  tubes '. 
short.     The  furnace  should  be  deep  esjHJcialJ^v.  In 
some  isituations,  economy  of  fuel  is  not  of  so  much 
consequence  as  reliability  and  efficiency  of  en- 
gines ;  not  but  that  economy   is   consittant  with 
both  of  these  requisites,  but  that  on   those  roads 
where  fuel  is  cheapest  there   arc  oftou  the  feweot 
engines,  and  these  from  storms  or  other   unnsual  I 
causes  must  often  be  overworked.  } 

Coal  burns  closely,  and  therefore  requires  a  ■ 
large  grate  and  thiu  fire  to  pass  sufficient  ;»ir  and  : 
to  prevent  overheating.  lu  iutecsc  beat  would  I 
act  less  upou  copper  than   irou  sheets,  were  it  not ; 


that  the  sharp  particles  projected  by  a  strong 
blast  are  found  to  have  a  destructive  mechanical 
effect  on  copper.  Thin  iron  of  the  best  quality, 
ample  air  opening,  a  large  and  shallow  furnace, 
with  the  side  sheets  protected  from  the  beat  by 
closing  up  the  grate  for  a  few  inches  around  its 
margin,  and  movable  grate  bars,  will  give  the  best 
results  in  burning  hard  coal.  With  softer  coal, 
and  with  coke,  copper  furnaces  arc  in  general 
use.      ■       >:•  .  V..'...-  "-    ••       *  ■ 


Cost  or  Railroad*. 

Every  new  railrood  project  iu  its  first  coucoption 
it  sure  to  be  flanked  by  estimates  of  cofi,  "suffi- 
cient", as  is  invariably  announced,  "to  place  the 
road  in  complete  running  order".  In  justice  to 
the  engineers  and  financial  ajents  of  the^c  works 
it  is  fair  to  say  that  in  some  c.tses  the  road  is  put 
in  operation  at  a  cost  not  executing  the  estimates. 
But  to  argue  that  the  cost  of  a  road,  in  the  condi- 
tion in  which  it  is  oi>ened,  represents  the  cost 
of  a  complete  and  i)ermanent  work,  is  a  fallacy. 
No  f;»cl  is  better  establi.shed  than  that  the  con- 
struction accounts  of  most  of  our  roads,  after  the 
line  is  opened  for  business,  increase  in  a  more  ra- 
pid proportion  than  the  receipts.  ;    -  ■?. 

The  Journal  has  often  stated  the  latt«^r  fact  by 
comparisons  of  the  original  and  ultimate  construc- 
tion accounts  of  old  roads.  This  account  has  been 
often  dnublcd  in  periods  wherein  the  receipts  have 
incteased  but  fifty  per  cent.  In  our  number  of 
Septembr  24th,  1853,  we  gave  tiic  construction 
accounts,  receiptH.  dividends  and  stock  value  of 
several  of  the  older  roads  in  New  England,  for 
each  year,  for  a  period  of  eleven  years.  The  ge- 
neral result  was  as  follows  for  1848  and  1852. 

The  first  line  of  figures  for  each  road  is  for 
1843. 
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Increase  of  construction  account^  has  been  ne- 
cessary, in  the  long  run,  in  the  rase  of  almost 
every  road  in  New  England  or  yiiewhere.  The 
business  developed  by  the  roads  (what  is  called 
the  prospective  business  of  »*<«•  ron'1«,  and  claimed 
by  them  as  cUar  ^aiu)  has  in.  ::.bly  involved 
heavy  outlays  for  iucriase  of  ebuibashmcc!,  cor- 
rections of  location.  &c  While  the  onlirary  ac- 
cession o(  this  business  has  increased  the  operat- 
ing expenses  in  proportion. ,  ^  . ,-,.  .    .  .■  ^  . 
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Every  road  running  into  Boston  has  largely  in- 
creased its  construction  account  for  new  freight, 
passenger,  engine,  wood  and  water  stations.  The 
ProTidence  road,  especially  has  incurred  extra- 
ordinary outlays  for  its  connection  with  the  Ston- 
ington  road  and  new  depot  in  Providence,  as  well 
aa  new  stations  in  Boston. 

The  Lowell  road,  sijice  1852,  has  completed  a 
large  and  expensive  passenger  station  in  Lowell, 
a  capacious  and  first  class  machine  shop,  with  the 
best  desrlption  of  stationary  machinery,  at  East 
Cambridge :  and  is  now  engaged  in  extending  its 
line  into  the  business  centre  of  Boston  at  a  cost 
for  pile  bridging,  land,  tracks,  buildings  and  fix- 
tures of  perhaps  S300,000. 

A  large  part  of  the  equipment  of  the  Boston 
and  Lowell  Railroad  also,  fur  which  little  or  no 
depreciation  has  been  allowed  in  yearly  expenses, 
is  in  such  condition  as  to  require  to  be  soon  re- 
placed if  the  road  expects  to  do  a  first  class  busi- 
ness. 

The  Fitchburgh  road,  not  included  in  the  above 
list,  has  incurred  largo  outlays  in  establishing  its 
new  stations  in  Boston,  Cbarlestown  and  Fitch- 
burgh ;  improvements  made  since  the  opening  of 
the  road  for  business,  and  made,  indeed  to  replace 
structures  of  a  quite  permanent  character. 

So  with  all  the  others.  Every  accession  of  busi- 
ness has  required  accommodation.  Freight  has  re- 
quired warehouses,  docks,  yards,  siding,  turn- 
tables, motive  power,  &c.,  dtc.  Passengers  have 
required  larger,  more  elegant  and  expensive  sta- 
tions, motive  power  and  other  equipments,  and 
the  establishment  of  stations  at  new  points.  The 
loc.ll  business,  which  is  the  most  reliable  resource 
of  all  roads,  requires  vastly  more  outlay  for  its 
accommodation,  in  proportion  to  its  amount,  that) 
foreign  business. 

Now  these  results  will  be  precisely  the  same  on 
all  Western  roads.  They  have  an  original  advan- 
tage in  the  cheapness  of  their  graduation  and  of 
right  of  way.  In  many  other  respects,  in  the  cost 
of  rails,  ballasting  stations  and  equipments,  they 
will  cost  more  than  for  the  same  portion  of  E  cistern 
works. 

Very  few  Western  roads  have  yet  come  up  to 
the  necessities  of  double  tracks;  while  their 
buildings  and  many  of  their  fixtures  are  of  a  cheap 
and  temporary  description.  They  appear,  in  their 
gloss  of  newness,  "elegant"  and  "capacious" 
enough,  but  tim3,  increase  of  business  and  Jire 
will  yet  involve  as  great  expenses  as  Eastern  roads 
have  incurred  for  similar  purposes. 

To  show  the  advantages  which  Western  roads 
possess  in  cheapness  of  graduation,  masonry  and 
bridging,  we  may  compare  the  estimated  cost  of 
these  items  for  some  of  their  new  roads  with  the 
actual  cost  of  the  same  for  Eastern  roads. 

Cost  of  Graduation,  Masonry  and  Bridging. 

Per  mile. 
Boston  &  Lowell . .  28  miles,  double  track,  $15,186 


les, 

S3,326 

i> 

2,000 

II 

4,965 

II 

8,000 

II 

6,091 

II 

6,260 

II 

8,588 

on  the  average  of  other  roads  in  the  same  States, 

Eftimated  Cost  of  Graduation^  Masonry  and 

Bridging  for  single-track  Western  roads. 

Per  mile. 
Indiana  and  Illinois  Central . .  .  150 

Indiana  and  BcUefonta'ne 83 

Indiana  and  Terre  Haute 74 

Pittsburgh  and  Cincinnati 

Mississippi  and  Wabash 251  \ 

Lake  Erie,    Wabash  and   St. 

Louis 170 

Mobile  and  Ohio  (Southern). .  .694 

In  Operation. 
Little  Miami,  about . .  5,000 

Giving  Western  roads,  generally,  the  advantage 
of  SIO.OOO  per  mile  in  first  cost,  we  may  assume 
that  a  mile  of  railroad  in  the  West,  equal  in  con- 
dition to  one  costing  S60,000  per  niile  In  New  Eng- 
land, will  cost  S60,000.    '  --       ■    >  •  -<  ■'•:     '  • ' 

In  such  proportion  can  competition  in  the  West 
(ixceed,  with  equal  profit,  that  in  New  England. 

That  Western  roads  are  not  yet  completed  is  well 
known  to  all  who  are  acquainted  with  them.  On 
the  Cleveland,  Columbus  and  Cincinnati  line,  a 
single  track  road,  only  a  few  permanent  structures 
are  put  up.  The  station  buildings  at  Cleveland 
and  Colimbus  arc  of  wood.  Engine  houses  and 
repair  shops,  characteristic  of  a  great  line,  are 
wanting.  At  Cincinnati,  the  freight  station  i  s  of 
but  limited  capacity,  while  the  engine  houses  and 
shops  at  Fulton  are  not  such  as  the  prospective 
business  of  the  road  will  demand.  These  facts, 
and  manyothere,  of  the  incompleteness  of  this  road 
arc  best  known  to  those  directly  engaged  in  its 
management  and  operation.  S»  of  the  Hamilton 
and  Dayton.  It  has  a  second  track  to  lay,  an  en- 
gine house  at  Cincinnati  to  build,  as  well  as  a 
passenger  or  freight  house,  according  to  the  ulti- 
mate destination  of  the  present  building  ;  build- 
ings to  erect  at  Hamilton  and  Dayton,  and  many 
other  heavy  expenditures  to  make.  As  fast  as 
Western  roads  devclope  their  business  their  con- 
struction account  must  rise  to  meet  it. 


Rcw  York  Central  Railrosd. 

The  following  is  given  as  the  general  statement 
of  Receipts  and  Disbursements  (though  in  part 
estimated)  of  the  Central  Road  for  the  nine  months 
ending  on  Feb.  1,  1854  : 

Gross  receipts  for  the  nine  mouths : — 

From  passengers 82,410,435  26 

For  freight 1,512,427  85 


Total  receipts $3,922,863  1 1 

Disbursements,   including  special 
expenditures 2,042,328  26 


Boston  &  Maine. . .  83 
B.  &  Worcester..  .69 

Western 156 

Fitchburgh 66 

Cheshire 54 

Vermont  dc  Mass.. .  77 


do. 

do. 

do. 

do. 
single, 
single. 


15,000 
14,517 
29,434 
13,658 
28,225 
21,565 


We  have  given  the  Cheshire  and  Vermont  and 
^r.i^.sachusetts  roads  in  this  list,  not  that  they  are 
among  the  principal  Eastern  roads,  but  that  they 
have  been  among  the  most  difficult  to  build,  and 
tjie^-  physical  features  are  even  no wmore  severe  than 


Deduct   nine     months 

interest,  at  6  per  ct., 

on  debt  certificates 

($8,885,210)  and  on 

debts     of     the    old  -    ■ 

companies    assumed      .         - 

under  the  consolida-     , 

tion  agreement  ($1,- 

861,823),  in  all  say 

$10,747,033 $488,616  49 

Proportion  of  sinking 

fund  for  nine  months 

to    pay  debt    certi- 
ficates,   at  the  rat^     ... 

of  1)4  pel-  cent.,  per 

annum 83,298  84 


$1,880,534  85 


Vermont.  'l'** ' 

The  stockholders  of  the  Connecticut  and  Pas- 
sumpsic  Rivers  Railroad  met  at  White  River  Junc- 
tion on  the  26th  ult.,  and  voted  to  extend  their 
road  to  the  Canada  line.  The  stock  of  the  road 
has  been  gradually  but  steadily  depreciating 
in  market  and  it  is  thought  that  by  extending  it 
and  forming  a  connection  with  Montreal,  the  stock 
must  improve.  The  people  along  the  line  of  the 
proposed  extension  are  very  sanguine  that  the  stock 
will  be  good,  and  at  any  rate  that  the  gain  in  the 
value  of  real  estate  and  the  increased  facilities  of 
transportation  will  much  more  than  balance  any 
loss  that  may  be  sustained  in  stock. 

Rutland  and  W^ashtngton  Railroad. 

At  the  annual  meeting  of  the  Rutland  and  Wash- 
ington Railroad  Company  held  at  Poultney,  on  the 
1st  February,  the  following  persons  were  elected 
directors  for  ^the  ensuing  year  : — Merritt  Clark, 
Ponltney ;  George  W.  Strong,  Rutland  ;  J.  Bradley, 
Burlington ;  J.  W.  Bishop,  Granville  ;  J.  P.  East- 
man, Boston ;  James  W.  Baldwin,  Boston  ;  A.  La- 
tham, White  River  Junction. 

At  a  meeting  of  the  Directors,  George  W.  Strong 
was  elected  President ;  John  Bradley,  Vice  Presi- 
dent ;  James  W.  Baldwin,  Treasurer ;  Thomas  tt. 
Canfield,  Superintendent ;  Z.  H.  Canfield,  Clerk. 

Railroads  of  tlie  Slate  of  New  York— 
Report  of  the  State  Engineer. 

We  give  below  the  annual  Report  of  th«  State  . 
Engineer  on  the  railroads  of  this  State,  which  will 
be  found  a  very  interesting  and  instructive  docu- 
ment.    The  accompanying  tables  will  be  publish- 
ed at  another  time. 
To  tke  Honorable  the  Legislature :      -    f'^J^-  ?'''.";>*:  f 

The  annexed  table  A  a  furnishes  a  list  of  all 
the  railroad  corporations  of  this  State,  including 
those  associations  that  have  filed  their  articles  in 
the  oflice  of  the  Secretary  of  State,  and  also  shows 
the  date  of  the  filing  of  their  annual  reports  in 
this  office. 

The  annexed  tables  A  to  I  inclusive,  furnish  all 
of  the  information  which  is  contained  in  the  re- 
ports. 

These  tables  will  be  given  hereafter.  ----w?. 

The  length  of  all  the  railroads  in 

oi)eration  in  the  State  is 2,432  miles. 

The   length   of  railroads   laid  is 

about 2,497    '■ 

The  length  of  double  track  in  ad-  f     jV.!' 

dition  to  the  above  is 664    " 

The  number  of  locomotives  in  use 

is 586 

The  number  of  passenger  cars  in 

use  is »"/^-^        834 

The  number  of  baggage  and  freight 

cars  in  use  is 


The  nimiber  of  miles  run  by  the 
passenger  trains  is  about 

The  number  of  miles  run  by  the 
freight  trains  is  about , 

Total  number  of  miles  run. . . 


6,896 

6,594,963 

4,227,807 

10,822,770 


666,916  33 


Total  receipts  for  nine  months,  after 
pi^paenta  as  aboye ....,.,,.....  $1,8)3^619  62 


The  whole  number  of  miles  travel- 
led by  the  passengers  is  about. .        631,572,298 

The  whole  number  of  miles  each 
ton  of  freight  was  moved,  or 
the  number  of  tons  moved  one 
mile,  is  about 246,664,492 

The  capital  stock  of  which  is 
about $112,038,13146 

The  capital  stock  paid  in  is  about,    61,238,829  22 

The  amount  of.funded  and  float- 
ing debt  is  about 69,669,478  38 

The  amount  paid  for  construction 

and  equipment  is 117,707,620  68 

The    average  distance  which  each    passenger 

travelled,  would  appear  from  the  footing  of  the 

reports  \o  l^  ^^  nUlea,  ^4  ^^o  {irerage  distance 


*:>■■ 


AMERICAN    RAIIiROAD    JOURNAL* 


I:. 


Ids 


which  each  ton  of  freight  was  moved,  would  ap- 
pear to  be  66J  miles.  But  these  average  distan- 
ces should  be  slightly  increased  in  consequence  of 
a  portion  of  the  passengers  and  freight  being  car- 
ried over  two  or  more  roads,  and  the  number  of 
passengers  and  tons  of  freight  being  in  those  cases 
repeated  on  each  road. 

Twenty-three  railroad  corporations  have  made 
full  reports,  from  which  the  following  statements 
were  made: 

The  length  of  railroads  is . . .  "     2,103  miles. 

The  capital  stock,  as  per  charter.  $54,748,800  00 
"  "  subscribed.     60,137,263  03 

-  ^-'    * '  «  paid  in 47,430,865  04 

The  amount  of  funded  debt  is. . .     43,346,781  27 
"    floating  debt  is..       7,111,590  64 

Amount  expended  in  grading  and 
bridging 35,467,962  75 

Amount  expended  in  superstruc- 
tion 7,681,097  75 

Amount  expended  in  station  build- 
ings        3,214,424  73 

Amonnt  expended  in  engine  houses 
and  machine  shops 1,209,205  76 

Amount  expended  for  land  dama- 
ges and  fencing 7,781,299  78 

Amount  expended  for  engipeering 
and  agencies 3,264,501  64 

Amount  expended  for  locomotives 
and  cars 9,686,520  77 

Total  amount  expended  in  con- 
struction and  equipment,  inclu- 
ding  grading  and    superstruc-  '^ « 
ture 95,466,243  59 

Amount  expended  on  do.  during 

the  year 19,130,41144 

Whole  length  of  the  road  laid  is 

miles 2,093 

Whole  length  of  second  track  laid 

on  the  above  is  miles '  ■ '     554 

Number  of  locomotives ;;     k  >'  .    490 

Kumber  of  passenger  and  emi-  .  »; 

grant  cars 595 

Number  of  baggage  and  freight 
cars 6,388 

Number  of  miles  run  by  the  pas- 
senger trains  for  the  year 5,254,963 

Number  of  passengers  carried  on 

the  cars  as  reported* 2,841,147 

Number  of  miles  travelled  by  all 
the  passengers 397,272,298 

Number  of  miles  run  by  freight 
trains 3,564,807 

Number  of  miles  of  movement  of 
thefreight 219,454,492 

The  cost  of  maintenance  of  way         ...... 

(17  roads miles  only  re-  .-' 

porting  this  item) $1,447,876  66 

Charged  to  passenger 
business $874,896  50 

Charged  to  freight. . .    606,893  08 

The  cost  of  repairs  of  machinery 
on  18  roads  reporting  is 1 ,403,164  81 

Charged  t»  passenger 
business $817,670  61       ;        ..■  i-  -.  -i 

Charged  to  freight. . .  664,771  35 

The  cost  of  operating  on  19  roads 
reporting  is 4,159,310  51 

Charged  to  passenger 
business $2,155,597  92 

Charged  to  freight. .   1,946,990  64 

The  receipts  on  19  roads  reporting  are, 
From  passengers. .  .$6,799,953  82 

From  freight 6,890,638  10  ■^-  •' 

From  other  sources.      602,298  46 

$13,292,890  38 

The  payments  other  than  for  construction,  on 
19  roads,  were — 

For  transportation $6,418,187  71 

For  interest  on  debts 2,644,252  63 

For  dividends 2,217,636  04 

The  average  cost  of  construction  and  equip- 
ment per  mile  of  road  of  those  railroads  which 
have  reported  these  items,  has  been  as  follows : 


1,566  87 

685  29 


3,751 


30 


*The  actual  number  of  passengers  carried  is 
considerably  less  than  the  number  above  stated. 


For  graduation,  masonary  and  bridges 

for  2,066  miles  of  road $17,162 

For  superstiucture,  including  iron,  for 

2,066  miles  of  road 11,915 

For  station  buildings  for  2,066  miles  of 

road 

For  engine  houses  and  machine  shops 

for  2,066  miles  of  road 

For  land  and  fencing  for  2,006  miles  of 

road 

Total    expense   of    construction    and 

equipment  for  2,105  miles  of  road. .  $45,091  84 

The  number  of  locomotives  on  2,076  miles,  is 
one  to  4)^  miles  of  road. 

The  number  of  passenger  cars  on  2,076  miles,  is 
one  to  4}^  miles  of  road. 

The  number  of  freight  cars  on  2,076  miles,  is 
one  to  38-100  miles  of  road. 

The  average  mileage  on  the  passengers  for  each 
mile  run  by  the  trains,  76. 

The  average  distance  travelled  by  each  passen- 
ger is  nearly  48)^  miles. 

The  average  speed  of  the  express  trains  when 
in  motion,  is  40  miles  per  hour. 

The  average  number  of  tons  of  freight  for  each 
mile  run  by  the  trains  is  62  tons. 

The  average  distance  each  ton  of  train  was 
moved,  72)^  miles. 

The  average  speed  of  the  freight  trains  when 
in  motion,  is  16  miles  per  hour. 

The  average  weight  of  the  freight  trains,  exclu- 
sive of  the  freight  carried,  is  160  tons. 

The  roads  reporting  the  amount  of  freight  car- 
ried show  an  aggregate  of  2,831,336  tons  passing 
over  the  roads,  but  as  the  same  freight  is  frequent- 
ly carried  over  two  or  more  of  connecting  roads, 
on  each  of  which  ft  is  reported,  the  footing  ol 
these  several  amounts  does  not  show  the  true  ag- 
gregate of  the  tonnage  carried.  As  near  as  can  be 
ascertained,  about  one  and  a  half  millions  of  tons 
of  ft  eight  were  carried  on  all  of  the  Railroads  of 
the  SUte. 

The  reports  furnish  the  number  of  tons  of  each 
classification  of  freight  carried,  but  as  the  aggre- 
gate return  must  necessarily  contain  the  errors 
above  mentioned,  these  aggregates  are  only  use- 
ful to  show  the  proportions  of  each  description 
of  freight  shipped,  which  are  nearly  as  follows  : — 

The  tonnage  of  the  product  of  the  forest  is  12 
per  cent,  of  the  whole  tonnage. 

The  tonnage  of  animals,  is  20  per  cent  of  the 
whole  tonnage. 

The  tonnage  of  vegetable  food  is  22  per  cent  of 
the  whole  tonnage. 

The  tonnage  of  other  agricultural  products  is  4 
per  cent  of  the  whole  tonnage. 

The  tonnage  of  manufactures  is  12  per  cent  of 
the  whole  tonnage. 

The  tonnage  of  merchandise  is  11  per  cent  of  the 
whole  tonnage. 

The  tonnage  of  unclassified  articles  is  17  per 
cent  of  the  whole  tonnage. 

The  average  cost  of  maintenance  ©f  way  per 
mile  of  road,  is  as  follows  : — 
.   :,-  -u,. '.;..  ,  •  •  -recharged  to  the  business  of 


For  repairs  of  road  bed . . 


Passenger. 
.$374  31 
.      22  87 

fences 11  38 

taxes 40  87 


buildings . . 


Freight, 
$269  61 

17  62 
6  83 

38  76 


$322  81 


All  expenses  of  mainten- 
ance of  way....  .......  $456  43 

For  all  expenses  '^■ 
both    passen-  j 

gers  and  frght,  $699  12  I 

The  average  cost  of  repairs  of  machinery  per 
mile  run  by  the  trains,  is  as  follows : — 

f;;, .,;      Cents 
For  repairs  of  engines  ••••,......  8.78 

"       "    cars 6.0(7 

"       "    tools 0.04 

"  oil  and  waste 0.9(7 


passenger    and  per  ton  of  freight  carried    one 
mile,  is  as  follows : — 

Mills. 

For  repairs  of  engines 1.10 

"      "    cars 0.80 

"        "      "  tools 0.10 

"'  "'  1*^      *  oil  and  waste 0.11 


Mills. 
1.20 
1.20 
0.10 
0.10 


Sj-g-t. 


Cents. 
7.70 
7.30 
0.70 
1.10 


For  all  repairs  of  machinery 16.45        16.80 

For  all  repairs  both  of  passenger  and  freight. 
The  average  cost  of  repairs  of  machinery  per 


For  all  repairs  of  machinery 2.11         2.60 

For  all  repairs  both  of  passenger  freight. 

The  average  cost  of  operating  the  road  per  mile, 
run  by  the  trains  is : — 

Charged  to  the  businesa  of 
Freight. 
Cents. 
1.10 
6.66 


Passenger. 
Cents. 
For  office  expenses,  stationery .  0.90 

"   agents  and  clerks 4.80 

"   labor,  loading  and  unload- 
ing..      —  9.33 

"   porters,     watchmen     and 

switchmen ,2.00  2.81 

"        wood  and  water  station 

attendance 0.93  0.7)^ 

"   conductors,     baggage     &, 

brakemen 6.00  6.10 

"   enginemen  and  firemen. . .  6.00  6.10 

"    fuel,    cost   and   labor    of 

preparing 13.60  16.60 

J'   oil  and  waste  for  engines . .   1.88  2.24 

"    oil  and  waste  for  cars 0.69  1.80 

"   loss  and  damage  to  goods 

andbaggj^ 0.67  1.30 

"    damages  for  injuries  to  per- 
sons   1.20  0.32 

"   damages  to  property  and 

cattle 0.48  0.44 

"    general  superintendence. .   1.20  0.88 

"   contingencies 4.60  3.90 

For  all  expenses  of  operating . .  42.80  67.67 

The  same  per  passenger  and  per  ton,  carried 
one  mile: — 

Mills.  Mills.    ' 
For  office  expenses  and  station- 
ery    0.10  0.20 

"    agents  and  clerks 0.54  0.90 

"    labor,  loading  and  unload- 
ing       —  1.60 

"    porter,     switchmen      and 

watchmen 0.34  0.80 

"    wood  and  water  station  at- 
tendance   0.10  0.10 

"  conductors,    baggage  and 

brakemen 0.64  1.00 

"   enginemen  and  firemen. ..  0.64  1.00 
"    fuel — cost  and  labor  of  pre- 
paring     1.70             2.50 

oil  and  waste  for  engines . .  0.23  0.30 

oil  and  waste  for  cars....  0.10  0.20 

loss  and  damage  to  goods 

and  baggage 0.10  0.20 

"  damages  for  injuries  toper- 
sons  0.32  0.06 

"   damages  "to   propertv   and 

catUe '.....   0.06  0.10  .  . 

"   general  superintendence..  0.17  0.20 

•'    contingencies 0.52  0.C6 

For  all  expenses  of  operating. . 5.66  9.20 

The  average  receipts  per  mile  <^  road  are  as 
follows:        ^    :      ,     ■  :^'""* 

From  passengers $3,270  78 

"    freight 2,888  40 

"    other  sources 289  70 


II 


ToUl $6,393  88 

The  receipts  i>er  mile  run  by  the  trains  are  as 

follows : 

From  passengers $1  34 

"     freight 178 

"    passengers,  freight  and  other  sources . .   1  66 
The  receipts  per  passenger  per  mile  carried  was 

1^  cents. 
The  receipts  per  ton  of  freight  carried  one  mile 

was  2  8-10  cents.  ,  .,    ,         .- 
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By  coinpariDg  the  foregoing  average  expenses 
with  those  furnished  in  the  last  report,  it  will  be 
,  observed — 

That  the  cost  of  repairs  of  the  track  per  mile 
v  of  road  exceeds  that  of  the  preceding  year  nearly 
\- fifty  per  cent.,  but  that  the  repairs  of  machinery 
per  mile  run  by  the  train  is  about  the  same.  The 
better  condition  of  the  track  has  prevented  the 
expense  for  repairs  of  machinery  from  increasing 
with  the  increased  rates  of  speed  which  aro  now 
adopted. 

The  expeiifie  of  operating  the  roads  has  increas- 
ed about  twenty  per  cent,  over  those  of  the  pre- 
ceding year,  owing  to  the  increased  speed  of  the 
trains,  and  to  the  higher  price  of  labor. 

The  tables  which  have  been  prepared  show  ihe 
comparative  cost  of  construction  and  repairs,  and 
of  operating  each  road,  and  the  average  results 
afford  very  useful  and  reliable  information  on 
these  interesting-  subjects. 

It  is  to  be  regretted  that  all  of  the  railroad 
companies  do  not  prepare  their  reports  with  the 
same  care  and  accuracy  that  is  generally  ob- 
served. 

The  manner  which  has  been  adopted  for  pre- 
paring these  tables  fhrnishes  the  means  of  detect- 
ing many  of  the  errors,  and  it  is  believed  that  the 
publication  of  the  errors  will  be  found  one  of  the 
most  effectual  means  of  inducing  more  care  in  the 
preparation  of  the  reports. 

In  my  last  report,  I  pointed  out  some  striking 
discrepancies  and  suggested  that  additional  autho- 
rity should  be  conferred  on  the  State  Engineer,  to 
enable  him  to  enquire  into  the  accuracy  of  the  re- 
turns made  to  his  office.  I  respectfully  renew 
this  recommendation. 

The  following  statements,  which  are  exhibited 
by  the  tables,  will  show  how  widely  the  cost  and 
expenses  of  the  various  roads  differ  from  each 
other. 

Cost  of  graduation  atid 

masonry  per  mile «35,099  'M      ^5,640  67 

Cost    of    superstructure 

per  mile 25,218  02        5,040  14 

Cost  of  land  and  fences 

per  mile «;,448  9:i        1,080  28 

Cost  of  construction  an<l 

equipment  per  mile 81,812  16       lfi,848  98 

Cost  of  graduation  and 

masonry  per   milo    ot' 

single  track 21 ,607  70        5,200  52 

Cost    of    suijerstructure 

per    mile    for    single 

track 12,150  50        4,890  32 

Cost  of  land  and  fences 

per    mile    for    single 

track 5,673  77        1,140  23 

Cost  of  construction  and  - 

equipment  per  mile  for 

single  track 50,131  68      1«,040  41 

Cost  of  maintenance  of 

way  per  mile  run  by 

passenger  trains, — cts. .  31  39  10  98 

do.     do.  freight  trains ....  56  39  8  05 

Cost  of  repairs  of  machi- 

nery  per  mile,  pas.seu- 

ger  trains 25  57  4  31 

do.    do.  freight  trains. ...  27  58  7  93 

Cost    of  operating,    per 

mile,  passenger  trains . .  72  79  22  48 

do.     do.  freight  trains ...   .     22079  SO  12 

Cost  of  repairs  of  ma- 
chinery, per  mile   run 

by  passenger  trains, — 

cents': 
Cost  of  repaiis  of  engines.         14  44  3  27 

do.  cars...  9  29  0  70 

do.  tools ...  1  69  0  03 

By  freight  trains,  repairs 

of  engines 17  68  169 

do.        do.        cars 18  02  2  64 

do.        do.        tools 0  85  0  16 

Cost  of  operating  per  mile 


Highest. 


Lowest, 


run  by  trains — 
Passenger  agents,— <^ent8. 

Fuel 

Conductors,  &c. 

Engincman 

Freight  agents 

Fuel 

Conductors,  &c... 
Enginemen . 


10  86 
29  15 
10  49 
8  33 
67  86 
52  75 
48  12 
40  12 


1  17 

3  89 

0  86 

2  96 

1  84 
5  58 

3  05 

2  75 


To  obtain  an  accurate  average,  it  has  been  ne- 
cessaiy  to  reject  some  of  the  lowest  results,  and 
such  of  the  reports  as  appeared  to  be  evidently 
erroneous. 

The  tables,  in  some  cases,  show  pretty  plainly 
that  these  errors  are  caused  either  by  carelessness 
or  design,   probably  for  the  purpose  of  reducing 
the  expense  of  some  particular  item. 
The  whole  number  of  persons  carried 

in  the  cars  on  20  railroads 8,174,363 

Number  of  miles  travelled 397,272,298 

Whole  number  of  passengers  Injured  ....  19 

Of  whom  were  killed -  11 

Whole  number  of  employees  injured  97 

Of  whom  were  killed 66 

Whole  number  of  others  injured ... .  93 

Of  whom  were  killed ^^  -  70 

Making  the  total  number  injured. . .     '  **  -       209 
Of  whom  were  killed 137 

One  passenger  was  killed  for  every  36,115,663 
miles  travelled,  and  one  passenger  was  injured  for 
every  49,659,037  miles  travelled. 

The  classification  of  these  accidents  is  as  fol- 
lows : — 

Killed.  Injured. 
Jumping  on  or  off  trxins  in  motion.  14  6 

Fell  or  thrown  from  train 19  8 

Collisions  of  trains 9  13 

Trains  thrown  off"  the  track 5  5 

Run  over  while  walking,  .standing 

or  lying  on  the  track 57  17 

Collisions  with  vehicles  at   road 

crossings _, 10  2 

At  work  or  standing  by  trains 6  10 

Standing  on  platform.s 3 

Defective  machinery 7  4 

Other  accidents 7  3 

136  73 

The  Albany  and  West  Stockbridge,  Buffalo, 
Corning  and  New  York,  Buffalo  and  New  York 
City,  Sacketts  Harbor  and  EUisburgb,  and  Sche- 
nectady and  Troy  compai^'s  have  not  Included  in 
their  reports  any  statements  in  relation  to  acci- 
dents, and  it  is  not  known  to  the  department  whe- 
ther or  not  any  have  occurred  upon  these  roads. 

It  will  bo  observed  how  few  accidents  have  oc- 
curred to  passengers  from  caiues  beyond  their 
own  control. 

One  passenger  was  killed  from  such  causes  for 
every  198,636,149  miles  travelled,  and  one  passen- 
ger injured  for  every  66,212,060  miles  travelled. 

Twenty-one  i>cr  cent,  only,  of  the  accidents 
causing  death,  and  thirty-three  per  cent,  of  the 
accidents  not  causing  death  to  the  employees, 
were  from  causes  beyond  their  control. 

By  a  comparison  of  the  ratio  of  accidents,  and 
miles  travelled  in  1852,  with  that  of  1853,  it  will 
be  observed  that  during  the  last  year  the  passen- 
gers travelled  nearly  three  times  the  distance 
travelled  in  the  former  years  before  meeting  with 
an  accident  causing  death,  and  one  quarter  fur- 
ther before  meeting  with  an  accident  not  resulting 
in  death. 

These  evidences  of  the  increased  safety  of  rail- 
road travelling,  both  to  the  pas-sengers  and  the 
workmen,  will  bo  »x  gratifying  to  the  passengers 
of  railroads  as  they  are  to  the  public,  especially 
when  it  is  remembered  that  the  speed  of  trains 
has  been  greatly  increased  during  the  past  year. 

This  is  partly  due  to  the  better  condition  in 
which  the  track  and  machinery  are  now  main- 
tained, and  partly  to  the  observance  of  greater 
care  on  the  part  of  the  travellers,  and  to  the  exer- 
cise of  greater  skill  on  the  part  of  the  managers 
and  workmen.   Respectfully  submitted. 

WM.  J.  McALPINE. 

Albany,  Feb'y,  1864. 


Freight  Tariff  from  New  York  to  Cblcago. 

The  New  York  Central,  Greai  Western  and 
Michigan  Central  companies  have  issued  their 
tariff  of  freights  between  New  York  and  Ohi- 

Ist  class:  Agricultural  I  ' 
implements,  furni- 
ture, stoves,  hard- 
ware, etc.  per  ton.  ..$1  87  pr  ton  pr  mile  8  9  c. 
2d  class  :  Books,  fresh 
meat,  hides  and  gro- 
ceries     1  40.  "    "     "     "     2-9  c. 

3d  class :  Dry  goods 

and  miscellaneous..   1  15."     "    "     "     24. c. 
4th  cla.ss  :  Anchors,,^      ,,^^^_     ... 
castings,  iron,  heavy      'i  '  '        '" 
goods  in  baskets,  etc.       72,  "     "     "     "      16  c. 
The  rates  from  Boston  to  Detroit  and  Chicago 
on  the  several  classes  of  freight  are  as  follows : 
'>>?»•*■,,  Boston  to  Detroit.     To  Chicago. 

First  claw*  per  100  lbs SI  62     -      $2  00 

Second  "  "  1  16  1  60 

Third     "  "  0  97  1  25 

Fourth  "  "  0  77  1  00 

From  Chicago  and  Detroit  the  rates  going  east 
are  the  sanie. 

Live  stock  are  carried  at  special  rates,  by  the 
car  load,  as  follows  : 

From  Chicago  to  Detroit S36  00 

From  Detroit  to  Suspension  Bridge 40  00 

From  Suspension  Bridge  to  Albany 60  00 

'                                J  S186  00 

From  Albany  to  Boston 30  00 

From  Chicago  to  Boston v.v»w^^..  .$170  00 

The  animals  to  be  fed  and  taken  care  of  by  the 
owner,  and  at  his  risk. 

Reoelpta  of  Railroad  Iron  at  CIcTelaad. 

A.  N.  Gray,  Esq.  of  Cleveland,  ha.i  received  for 
forwarding,  during  the  past  year,  above  40.000 
tons  of  railroad  iron.  The  following  comparative 
statement  of  his  bu'iiness  in  this  line  for  the  last 
five  years,  shows  something  of  the  progress  of 
railroads  at  the  West,  besides  being  an  indication 
of  the  business  of  Cleveland. 

Cargoes.  Rails.     Tods. 
Am'tofironreceiv'drorl849..22    20,365      3,393 

I860.. 89    82  888    13,813 

1851.203  170,086    28,842 

„  1852.269  231,463    42,862 

.,        „  1853.306  230,297    43,666 

889  735,099  131,566 
The  Cleveland  Uerald,  from  which  we  make  the 
above  statement,  adds : 

"In  addition  to  the  receiving,  cutting,  and  re- 
shipping  of  the  iron,  there  is  another  duty  of  quite 
equal  importance,  that  of  assorting.  Diflbrent 
patterns  often  compose  the  same  cargo,  varying 
often  not  the  sixteenth  of  an  inch,  and  not  observ- 
ed by  shippers,  engineers,  or  even  track-layers. 
They  make,  however,  the  roughest  of  roads  when 
laid  down  miscellaneously.  The  Michigan  South 
em  Road  had  to  take  up  five  miles  of  its  track  to 
rectify  the  assoi;tiug.  Mr.  Q.^i  experience  is  such 
that  he  and  his  hands  recognize  the  different 
patterns  at  sight,  and  save  all  mistakes  on  that 
score. 

No  less  than  20,000  tons  have  been  ordered 
during  the  past  year  which  have  not  been  received 
here,  having  been  held  back  on  account  of  the 
tightncs.i  in  the  money  market.  Of  the  48,665 
tons  received,  about  three  hundred  tons  was  the 
compound  r<til,  from  Newcastle,  Pennsylvania;  all 
the  rest  was  imported  ft-om  England.  The  average 
cost  of  railroad  iron  during  the  past  year  has  been 
S70  a  ton.  The  Ocean  freight  to  New  York  and 
Quebec  daring  the  past  year  has  been  ttom  28s. 
to  88s.,  a  very  considerable  increase  on  last  year's 
prices.    Freights  will  be  still  higher  next  year — 
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contracts  haviug  been  already  made  at  fiom  40s. 
to  468."  ^^1_J'  ' " ' 

ProTldenee  and  MTorceatar  Railroad. 

Tbo  folio  wing  g«n  leraen  have  bee  chosen  Di- 
rectors of  the  above  road  for  tbo  current  year, 
viz:  yf-Ly-^^'-.-C.-J''-'' 

H.  N.  Slat«r,  Moses  B.  Lockwood,  Daniel  W. 
Vanghan,  Welcome  B.  Sayles,  Providence ;  Wm. 
Dickinson,  Wm.  M.  Bickfoni,  Alexander  Dewitt, 
Worcester ;  J.  Newton  Perkins,  Erastua  Williams, 
Norwich  :  Paul  Whitia,  Whitinsville ;  Edward  S. 
Hall,  Welcome  Farnum,  Blackstone  ;  Aaron  Rath- 
bone,  Woonsocket ;  Isaac  Livermore,  Oliver  Deane, 
Edward  Crane,  H.  M.  Holbrook,  Philo  Sanford, 
Boston.  Mr,  Welcoma  Farnum  was  elected  Pre- 
sident of  the  Company.  This  election  throws  the 
Providence  and  Worcester  Road  into  the  hands  of 
the  Norfolk  County  Road  interest. 


Nptiee  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  undersigned  in  Indianapolis  until 
the  15tb  day  of  March  next,  for  the  Grading, 
Masonry  and  Bridging  of  that  portion  of  the  In- 
diana and  Illinois  Central  Railway,  between  the 
West  line  of  Edgar  County  and  Decatur  Illinois, 
b«ing  for  a  distance  of  about  53  miles. 

The  Map  and  Profiles  together  with  the  Plans 
and  Specifications,  will  be  ready  for  inspection  at 
the  Office  of  the  Company  in  Decatur  on  and  after 
the  1st  day  of  March. 

Any  further  information  may  be  obtained  at  the 
Office  of  the  undersigned  in  Indianapolis. 

M.  C.  STORY  &  CO. 

Indianapolis,  February  7th,  1864 


C.  Floyd-Jones., 

DivUion  EnKineer  3d  and  12th  DivisioiUL 

Illixois  Cbstral  Bailboao. 

Vandalia,  lU, 


Boiler  and  Tank  Rivets, 
Nnts  and  ^Vasliers; 

All  Sizes  or 

1'*%  Bolts  and  Bolt  Ends 

.  ,.,     ,  for  Salebv 

BRIDGES  6c  BROTnER, 

64  CourUand  8t,  N.  V. 

Passenger  Cars  for  Sale. 

^r^WO  first  class  Passenger  Cars,  built  by  one  of 
JL  the  best  car  builders  in  the  country,  for  the 
r    Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
•     thers,  64  Courtland  Street. 

New  York,  Feb.  2l8t,  1854. 

New  York  and  Erie  R.  R. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz : — 

Buffalo  Exprcbs,  at  T  a  tn.  fur  Buflhlo  direct,  over  Uie  N. 
Y.  &  E.  R.  R.,  and  Uk)  B.  &  N.  Y.  City  R.  R.,  without  cliange 
of  baggage  or  cars. 

Mail.,  at  8Jt  o.  m.  for  Dunkirk  and  BuA'mIo,  and  intenncdiate 
dtatioas.  This  train  reinalDS  over  night  at  Elniira,  and  proceeds 
the  next  morning. 

Wat  Exraess,  at  12}i  p.  m.  tbt  Dunkirk,  and  intermediate 
.taUoai. 

AccoMMOPATios,  at  8  p.  lu.  for  Delawaru  and  iat<>nnediate 
ttations. 

NurBCBQ  ExpRBSs,  at  4  p.  ni.,  for  Xewburg. 

Wat  PAasBXCEii,  at  i  p.  lu.,  for  Picrmont  aii<i  intermediate 
itations. 

Night  Expbkss,  at  6  p.  m.  for  Dunkirk  and  Bu^k). 

On  Sundays  only  one  Express  Train — at  5  p.m. 

TbaM  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Clereiand,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 

OHAS.  lONOT,  Sup't 

Railroad  Iron. 

O/^VV^  TONS  Railroad  Iron,  weighing  about  59 

/Jiv/UV/  Iba.  per  yard,  "  Erie"  pattern  ol  G  L  and 

"  Crawshay"  manuta'^iure,  now  on  the  way  bom  the 

sins  porta  in  Great  Britain  to  thia  port,  for  sale  by 

CHOUTEAU,  Jr.,  SANPURO  i  CO., 

Oectaiber  4,  IBKL  No.  61  New  MiMt 


sliippii 


To  Contractors. 
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CONSTRUCTION  OF  THE  NORTH  SHORE 
RAILWAY.         I 

THE  Directors  of  The  North  Shobf.  Rail  ivat, 
from  Quebec  to  Montreal  will  receive  tei  ders 
for  the  construction  of  said  Railwa^^  or  sec  :ions 
thereof  from  this  to  the  fifteenth  day  of  March 
next. — For  information,  &c.,  apply  personally  or  in 
writing  to  the  undersigned. 

HECTOR  L.  L^NGWIN 
Sect'y.  &  Treasri  N.  8.  R. 


Quebec  Feb.  14, 1854. 


C. 
Buade  Si.,  Quebec 


18)4 


Office  Cincinnati,  Hamilton  &  Daj-ton  R.  %.  Co 
Cincinnati,  F^b.  14, 

THE  Directors  have  this  day  declared  a 
dend  of  Five  per  Cent,  on  the  capital  sto 
this  Company,  payable  at  the  offiicd  of  the 
pany  in  Cincinnati  on  and  aflLer  the '25th  iusl 
which  time  the  Transfer  Books  will  ^e  closed 
at  the  Ohio  Life  Insurance  and  Trust  Company's 
Office  in  New  York,  on  and  af  er  tl^e  16th 
mo.     By  order  of  the  Board.  I 

FRANK,  te.  BOND 
Sec 


divi- 

:k  oi 

om- 

,till 

and 


r  roxi- 


To  Railroad  and  Cai^al  c^.^s, 
Coniraetors,  &e. 


Chi  if 


THB  undersigned  would  direct  the  atteatlon  of 
gineera  and  Contractors  to  the  focilities  they  poss^ 
suppl}-ing  theu  with  laborers,  mecbanica,  ifc  of  any 
tiou,  and  alio  to  inform  them  that  they  focv^ard  ^uch 
whaterer  destination  they  may  be  requiroil. 

Companies  or  Contractors  desirous  olrefceiving  bted  iy  and 
industrious  taeo,  will  be  promptly  su]>plied  tit  the  sliortc  :t  pos- 
sibk!  notice. 

*  JOHN  J.  HELLING  &  CO 

; .    .  ■      :■':.  ,       -'-^     No.  86  Greenwich  street,  New  tofl< 

Rail  Road  Letting. 


En- 

for 
descrip- 
1  lien  to 


PROPOSALS  will  be  received  at  the  Ofl^  cc  of 
the  Company  in  the  City  of  Evaiisville,  In<  iana, 
until  6  o'clock,  P.  M.,  of  We()n€sdiv,  15/A  toy  oj 
Pebruary,  185i,  for  the  Gruhbinis\  Gradin.'  and 
Bridging  of  that  part  of  the  1st  Division  of  the 
EVANSVILLE,  INDIANAPOLIS,  AND  CI  EVE- 
LAND  STRAIGHT-LINE  RAIL  ROAI, 
Extending  from  Evansville  to  the  pros.'^ing  <  »f  the 
Ohio  and  Mississippi  Rail  Road,  in  |  Daviess  Joun- 
ty,  a  dL-itance  of  fifly-four  miles.      ■ 

The  work  will  be  divided  into  seCtioua  of  ibout 
one  mile  each,  and  proposals  will  |)e  received  for 
one  or  more  sections,  or  for  the  whble  line. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  ou  and  afU  r  the 
1st  of  February,  and  all  necessa>  y  iuforr  lalion 
given  on  application  to  W.  C.  MooKk,  Ciiicf  Engi- 
neer. 

0.  H.  SMITH,  PaksiuENr, 
W.  CARPENTER j  Vici;  Pn  ;s  r. 
Evansville,  Jan.  2, 1854. 


Railroad  i.etti 


PROPOSALS  will  be  received!  by  the 
signed  at  the  Engineer's  Office,  Dover, 
ware,  until  March  14th,  inclusive,  for  tlje  Gradua- 
tion, Masonry  and  Superstructure!  of  the  QELA 
WARE  RAILROAD,  extending  trym  the 
Castle  and  Frenchtown  Railroad  to  Sead)rd,  a 
distance  of  70  miles,  through  a  healthy  i  egion, 
ahd  convenient  to  procure  hands  aind  suppli  ?h 

The  work  will  be  divided  into  sections  of 
4  miles  each.  ] 

Maps,  profiles,  and  specifications  will  bo 
for  the  examination  of  contractors,  after 
of  March.  I 

Bidders  personally  unknown  to  t^e  nnderiigned, 
will  be  expected  to  i»ro<luce  satisfectory  ev  idence 
of  their  responsibility. 

D.  H.  KENNEDtr, 

feb.l8-tml4  t    '^  >^  '        Beaident  Engineer 
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Valnabie 

Engifleeriflg  and  Mahanical  Works, 

Imported  and  For  S.4LE  bv 

JOHN  WILEY,  167  Broadway. 

DEMPSEYS  PRACTICAL  RAILWAY 
ENGINEER.      1  vol.   4to,    with  60  Ed- 

gravings,  bound  in  ha'f  Morocco $11,00 

SCOTT'S     ENGINEERS'    AND     MACHI- 
NISTS' ASSISTANT,   2  vols.  Quarto...   20  Oj 
TREDOOLD   on    the  LOCOMOTIVE  EN- 
GINE, half  calf 15,00 

on   the  MARINE  ENGINE, 

half  calf 24,00 

„  on  the   STATIONARY  EN- 

GINE,  &.C.,  half  calf 24,00 

TREATISE  on  the  STEAM  ENGINE   by 

the  Artizan  Club 6,00 

WEALE'S  THEORY,  PRACTICE  and  AR- 
CHITECTURE   of    BRIDGES, 

^         3  large  vols.,  half  bound 26,00 

SUPPLEMENTARY  VOL.  (j.vit 

published),  half  bound 14,00 

TRAUTWINE   on  RAILROAD  CURVES, 

turk 1,00 

on  EMBANKMENTS  AND 

EXCAVATIONS l.CO 

WILMES'  HANDBOOK  of  PLAIN  and 
ORNAMENTAL  MAPPING,  and  En- 
gineering Drawing,  fw  Civil  and  Mecha- 
nical Engineers T,6U 

WOODS     PRACTICAL     TREATISE    on 

RAILROADS,  8vo 6.00 

RYDE'S  TEXT  BOOK  for  the  USE  of  AR- 
CHITECT S,    ENGINEERS,    SURVEY- 

ERS,  &c.  1  vol  Roval  8vo 8,60 

GREGORY'S  MATHEMATICS  for  PRAC- 
TICAL MEN.  &VO 6,00 

BARLOW  on  the  STRENGTH  of  MATE- 
RIALS and  on  CONSTRUCTION 4,6U 

LARDNER  on  the  STEAM  ENGINE.  New 

Edition 2'00 

SCRIBNERS  ENGINEER'S,  SURVEY- 
ORS, and  CONTRACTOR'S    POCKET 

TABLE  BOOK 1,60 

SCRIBNER  S  ENGINEER  S  and  MECHA- 
NIC'S CO.MP  A.NION 1,50 

BUCK  ON  OBLIQUE  BRIDGES.  Illust- 
rated with  Plans,  &c 4,00  , 

EXAMPLES     of    RAILWAY     MAKING. 

With  PRACTICAL  ILLUSTRATIONS..  3,50 
SIMM'S   on    LEVELLING   and  SETTING 

OUT  RAILWAY  CURVES.  8vo 2,25 

SIMM'S  on  MATHEMATICAL  INSTRU- 
MENTS, 8vo 2,25 

HAUPT    on   BRIDGE    CONSTRUCTION. 

8vo 8,00 

QUESTED'S    TREATISE    on   R.ULWAY 
-SURVEYING  and  LEVELLING.     8vo. . .     1,76 

Together  with  an  extensive  assortment  of  Books 
in  every  department  of  acience. 

LAWKENCK  aiENTIFIC  SCHOOL, 
Harvard  University-     / 

THE  next  Term  of  this  Institution  will  o]ien  on 
the  second  day  of  March,  1864,  and  continue 
twenty  weeks. 

Instruction  by  Recitations,  Lectures  aiid  Prac- 
tical Exercises,  according  to  the  nature  of  the 
Study,  will  be  given  in : 

Astronomy by  Messrs.  BouA.  .^' 

Botany..'. »  Prof.     Gray. 

Chemistry,     analytical     and  _^ 

practical „      „        Hor»ford 

Comparative   Anatoiuy    and     •,.;,.,_ 

Physiology „      „     ^Wyman. 

Engineering „       „         Bostis. 

Mathematics „      „        Pierce. 

Mineralogy ,      „        Cooke. 

Physics „      „        LoTarinf . 

Zoology  and  Geology „      „        A^aaiiz . 

For  farther  information  concerning  the  School 
application  may  be  made  to  Prof.  S.  N.  Horsfbrd, 
Dean  of  the  Faculty. 

Camiridgt,  Mast.,  Jantuirf  16bi. 


,-T^:-»^-F^' 
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AM£Rit;ASr   ttAtLliOAl>   JOtlttl^AL. 


Railroad  Iron. 

"^  C)  F\f\  Tons  Erie  Pattern  Guest  and  Go's  make,  weighing 
1  /C  tJU  57  Ji  lbs.  per  yard,  to  be  shipped  from  Wales  io  Ju- 
y  and  Ausust,  for  this  port— for  sale  by 

BOOBMAN,  JOHNSTOX  A  CO., 
June  8,  1863.  89  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepkred  to  ex- 
ecute orders  for  Rails  of  tiie  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
feet  per  rail.    Apply  to 

THOS.  CHAMBERS,  President, 
4  .68  Beaver  st,  N.  Y,, 

September,  1860.    ♦ 


Railroad  Iron. 

THE  Undersigned,  Agents  for  tlie  Manufacturers, 
are  prepared  to  contract  to  deliver  free  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  su[>erior  quality,  and  of 
such  WBieht  or  pattern  as  may  be  required. 

VOSE,  PERKINS  A  CO., 
9  South  WiUiam  St. 
New  York,  June  1.  1851. 


Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manufacture  tor  Railroad 
Companie*,  Passenger  Baggage,  Cattle,  Freight,  Gravel  and 
Hand  Oars,  also  Baggage  Barrows  and  Freight  Trucks. 

¥.  HUNGEBFORD  &  CO. 
MayniOe,  Ky.,  Sept.  28, 186a. 

Stuart,  Serrell  &  Co., 

CIVIL  ENGINEERS, 

•  -       i       *  Rooms  22, 24, 26  &  27, 

!  ■  167  Broadway,  New  York. 

Chirlis  b.  SxciaT,  Eowabd  W.  Sirrbll, 

Baxiil  Marsh,  Samosl  MoEi.rot. 


Railroad  Iron. 

*J}f\f\f\  TONS  superior  quality,  delivery  from   April  for 
OUUU  ward,  with  6  to  600  toiM  per  month,  for  xalc  by 

NAYLOR  &  CO., 
12tf  80  4c  101  John  street 


JOHN  11.  HICKS, 

80  Beaver  stievt. 


Railroad  Iron. 

SAfkn  TONS  T  RAILS,  about  oiie-half  weighing   69  Iba. 
y\JU\J  per  yard  and  the  remainder  66  lbs.  per  yard  now  in 
bond  and  for  sale  by 

2d  FWy. 

Sonth- Western   €ar  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
At  short  notice,  i'or  all  kinds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  acces.sible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
reauiring  work  delivered  in  the  South  and  West, 

W.  CLOUGH. 
Refer  to 
Jno.  Brough,  Esq.         WiNsr.ow,  Lanier  &  Co 
feb.18.  Im. 


To  Railroad  Cng^lneers   and 
Contractors. 

WANTED,  a  corps  of  efficient  Engineers  and 
Contractors,  for  the  construction  of  a  Rail- 
road in  one  of  the  Southern  States.    Apply  to 

DUFF  GREEN. 
New  York,  Feb.  14th,  1854. 


Ontario,  Slmcoe  &  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simcoc  U  expected  to 
be  completed  to  the  Georgian  Bay,  Lako  Huron  a 
distance  of  96  miles  in  June  next  where  it  will  form  the  shortest 
and  most  agreeable  route  to  tho  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  present  tho  Passenger  Trains  leave  Toronto  for  Barrie  (04 
mlle»)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day— 
On  the  opening  of  tho  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  wiil  convey  passengers 
ttirough  that  Lake  and  Lake  Conchiching  to  Onlla  whence  a 
short  portage  of  eighteen  miles  will  take  them  to  the  water*  of 
Lake  Huroii  to  the  Steamer  (Kakx)lah)  which  runs  to  tho  Sault 
St.  Murie  and  intermediate  ports  forming  the  most  expeditious 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
and  Superior. 

Arraogeinents  will  be  made  on  the  completion  of  the  road  to 
tb«  Georgian  Bay  br  a  line  of  flrst  class  Steamers  to  extend  their 
trip*  to  tlie  ports  on  Lake  Michigan. 

ALFRED  BRUNEL, 


To  Liocomotlve  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  direcUy  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opclousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  partie.s  desiring  to 
contract  to  furnish  the  EDginos  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from   rosponsiblu   parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 
Letters  may  be  addressed  to 
t  ;    R.  B.  SUMNER, 

No.  Gl  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
Y«rk. 

Railroad  Spikes,  Boiler  RIt- 
ets,  etc. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr.,  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrought  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  wilt  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPORTERS  oi  English  refined  and  Mer- 
chant bar  Iron ;  Extra  refined  Car  and  Locomotive 
Axles  (from  3}  to  6}  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  AldO,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  and  Cast  Steel,  etc.,  etc.,  etc. 

T.  A  E.  GEORGE. 
Philadelphia,  November  14,  1860. 


Railroad  Iron. 

THE  UNDERSIGNED,  HAVING  made  arrange- 
ments abroad,  are  prepared  to  contract  for  the  de- 
livery of  Foreign  rails,  of  appreved  brands  upon  the 
most  faverable  terms. 

They  will  also  make  centracts  for  American  rails, 
made  at  their  Trenton  works,  from  Andover  Iron,  in 
whole  or  in  part,  aa  may  be  agreed  upon. 

They  are  prepared  to  lurnish  Telegraph,  Spring  and 
Market  Wire ;  Braziers  and  Wire  Rods  ;  Rivets  and 
Blerchant  Bars  to  order,  all  made  exclusively  from  An- 
dover Iron.  The  attention  of  parties  who  require  iron 
of  the  very  beat  quality  fur  special  purposes,  is  respect- 
(uUy  invited.  COOPER  &,  HEWITT, 

17  Burling  Slip,  New  York. 

V^bnuj  li,  18M. 


Notice  to  Contractors. 


Chief  Engineer's  Office,  ) 
Norfolk,  Va.,  Jan.  8,  1864.     J 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  Office,  from  the  1st  until 
the  20th  day  of  March  next,  at  sundown,  for  the 
"  clearing"  and  "  Graduation"  on  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  its 
terminus  at  Petersburg — covering  a  distance  of 
about  eighteen  miles ;  also,  for  the  "  Culvert"  and 
"  Bridge"  Masonry  of  the  last  section  of  said 
work. 

At  the  same  time,  sealed  proposals  are  invited 
for  the  "  Abutment"  Masonry  of  "  Bridges"  over 
the  Eastern  and  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sections  of  about 
three  miles,  and  bids  may  be  made  for  one  or  mor* 
of  said  sections. 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  the  1st 
of  March. 

Specifications  with  forms  of  contract  and  pro- 
posal may  be'  had  of  the  undersigned  after 
date. 

Payments  will  be  made  in  current  funds  during 
the  progress  of  the  work,  in  proportion  o{ four-fifths 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  under- 
signed, evidence  of  their  responsibility  will  be  ne- 
cessary ;  and  of  those  to  whom  work  shall  be  al- 
lotted, will  be  required  bond  and  approved  securi- 
ty in  an  amount  not  exceeding  oiu-fifth  of  the 
amount  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  the  same. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  pasties  abundant  in  supplies  and  of  a  cli- 
mate higlily  favorable  for  the  prosecution  of  work 
at  all  seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  most 
resiwnsiblc  contractors.  -     ".-' 

:.  iW.  MAHONE, 
,,  ••*••■.    Chief  Engineer. 

January  19. 


.t-y  ■ 


Norfolk,  Feb'y  10th,  1864. 

Sealed  proposals  will  be  received  between  tiie 
dates  mentioned  in  the  above  notice,  for  the  con- 
struction of  two  Iron  Bridges  with  stone  abut- 
ments and  piers,  one  over  the  Eastern  Branch  of 
the  Elizabeth  River,  630  feet  long,  and  contain- 
ing about  3,300  cubic  yards  of  masonry,  and  the 
other  over  the  Southern  Branch  of  the  same 
stream,  about  400  feet  long,  and  containing  some 
1,700  cubic  yards  of  masonry.  Plans  of  bridges, 
with  quantities  of  material  and  working  drawings, 
will  be  ready  for  inspection  after  the  1st  March. 

From  this  date  proposals  will  be  entertained  for 
the  Clearing  and  graduation  of  several  sections 
not  included  in  the  18  miles  mentioned  in  the 
above  notice,  and  also  for  the  bridges  and  culvert 
masonry  upon  said  sections, — of  the  former  about 
3,500  cubic  yards,  and  the  latter  670. 

W.  MAHONE, 
Chief  Engineer  N.  <f-  V.  It.  R. 

Spikes,    Spikes,    Spikes. 

ANY  person  wishing  a  simple  and  elective  Spike 
Machine  ,ur  a  number  of  them,  may  be  supplied 
by  addrejaing  J.  W.  I^LACK,  Troy,  N.  Y. 

or,  MOORE  HARD  AWAY,  Richmond,  Va. 
March  B    I8S0. 


Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  coo- 
tracts  for  Bailroad  Iron,  of  Messrs.  Guest  &  Co.,  or  other 
leading  manu&ctnrers'  make,  delivered  free  ou  board  venela  in 
England  or  in  this  ooantiy. 

BOOKMAN,  JOHNSTON  *  CO., 
8«P«-T.  80  Brondway,  fiw  Yflrit 
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Constractlon  Account  of  Railroacta. 

The  "  Construction  Account"  has  always  been 
the  great  bugbear  in  railways;  the  moth  that 
eats  up  their  income  ;  the  barrier  that  often  rises 
at  the  unlucky  moment  to  cut  off  the  unfortunate 
stockholder  from  his  dividends.  It  is  the  rapid 
and  uniform  increase  of  this  account,  that  has  ren- 
dered English  Railways  so  unproductive.  There 
is  no  department  in  railway  economy  that  has 
called  forth  more  discussion  on  the  part  of  the 
English  press.  But  the  disease  is  not  checked, 
nor  its  cause  apparently  understood.  It  still  re- 
mains the  great  blight  in  the  railway  system  of 
that  country. 

It  is  natural  that  Europeans  should  suspect 
similar  causes  to  be  at  work  in  the  railway  system 
of  this  country,  that  have  produced  such  disas- 
trous consequences  in  their  own,  especially  when 
they  witness  a  similar  increase  in  the  construction 
account  of  its  railroads.    If  the  uniformity  in  the 


two  cases  be  due  to  different  causes,  they  may  not 
be  able  to  detect  their  dissimilarity,  and  may  pro- 
perly call  for  an  explanation.  If  on  the  olher 
band,  a  similar  result  proceeds  from  one  and  the 
same  source,  then  it  is  high  time  that  the  atten- 
tion of  our  own  people  was  directed  to  a  subject 
which  may  suddenly  discover  to  them,  that 
a  property  at  present  so  highly  valued,  is  compar- 
atively worthless. 

Without  attempting  any  explauation  of  jthe 
cause  of  the  increase  of  the  construction  accdunt 
oi  foreign  railroads,  we  are  free  to  admit,  that  in 
this  country,  a  rapid  increase  is  not  only  ineviUiible, 
but  necessary  and  proper.  There  is,  in  all  cases, 
a  necessary  relation  between  the  business  of  a  road 
and  its  cost.  Were  it  otherwise,  the  ordinary 
principles  which  lie  at  the  foundation  of  every 
kind  of  business,  would  be  subverted.  The  pro- 
fits of  railroads  are  regulated  precisely  as  are  the 
profits  of  all  other  kinds  of  business.  Money  in- 
vested in  them,  can,  in  the  long  run,  earn  no  more 
than  an  equal  amount  invested  in  trade,  commerce, 
or  in  manufacturing.  Every  profitable  enterprise 
is  pushed  tjll  the  profits  are  brought  down  to  the 
ordinary  level  of  other  investments.  A  manufac- 
turer cannot  execute  double  the  usual  amount  of 
orders  without  increasing  his  works.  If  he  sells 
two  hundred  thousand  dollars  worth  of  goods  this 
year,  where  he  sold  one,  last,  he  cannot  do  so  with- 
out doubling  the  make,  which  will  require  him  to 
double  his  investment;  so  that  no  matter  how 
much  he  may  increase  his  business,  the  rale  of  his 
profits  may  not  be  increased  in  the  slightest  de- 
gree. He  is  simply  doing  a  larger  business,  upon 
a  larger  investment. 

The  operation  of  our  railroads  presents  a   pre- 
cisely parallel  case.    A  business  yielding  $500,000 
annually,  may  fully  tax  the  present  capacity  of  a ; 
road.     An  increase  of  receipts  to  S600,000  neces- ' 
sarily  involves  an  increased  investment  for  its  ac- 
commodation.    This  increased  cost  will,  in  the' 
end,  as  we  have  seen,  bear  a  very  exact  ratio  to, 
the  increase  of  business.     When  the  receipts  of  j 
of  such  road  shall  have  gone  up  to  a  million,  «< 
may  very  safely  calculate  that  upon  the  settle 
ment  of  all  bills,  the  construction  account  v.iil 
have  doubled,  or  nearly  so.     That  such  shoifJU  be 
the  result,  is  reasonable.     That  such  is  the  i-esult, 
experience  fully  proves. 
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Tl  e  increa.se  in  the  construction  account  of  a 
railr>ad  is,  ipsa  facto,  therefore,  by  no  means  im- 
proper, nor  is  it  any  cause  for  suspicion  or  distrust 
of  its  management,  provided  the  receipts  increase 
in  like  ratio.  Thy, two  must  go  together.  It  it 
the  i  net  whether  they  do  agree,  aud  whether  any 
proposed  outlay  will  probably  be  Justified  by  the 
resu  t,  that  should  excite  and  command  attention. 

Tlie  iucreaso  of  tbe  construction,  accounts  may, 
therft^re,  be  no  more  objectionable  thjin  the 
original  construction  of  a  railroad,  nor  in  fact  so 
mue  1  so.  The  objection  doc-s  not  go  against  the 
priuriple,  h\x\,X\ifi  expediency  of  the  thing,  and  it 
is  to  the  question  of  expediency  that  purchasers  of 
securities  must  look  as  well  in  one  case  as  the 
other. 

Ii  looking  into  this  matter  it  will  be  found, 
th;it  while,  as  we  have  seen,  the  business  and  cost 
of  a  road,  provided  the  latter  be  productive,  may 
proj  terly  increase  in  equal  ratio,  the  business  of 
our  roads  increases  much  faster  than  their  cost. 
The  increase'  of  business  is  probably  equal  to 
25  1  er  cent,  per  annum  upon  the  average  of  our 
rca<  s ;  certainly  20.  The  cost  of  our  lines  in 
ope;  ation  does  not  increase  in  equal  ratio.  There 
is  a  good  reason  why  it  should  not,  in  the  fact, 
thai  business  of  most  of  our  roads  does  not  come 
up  to  the  capacity  of  either  their  tracks,  nor 
equ  pment.  A  larger  b^iness  can  be  transacted 
witl^out  material  increase  in  outlay.  For  this 
reason  a  proposed  increase  in  the  construction 
amount  of  a  railroad,  should  be  made  the  occasion 
of  tuie  utmost  consideration  and  reflection,  but  no 
moBe  so  than  the  reasons  for  the  original  construc- 
tion! of  the  road.  Both  may  result  in  the  conclu- 
sions that  a  proposed  expenditure  is  unwarranted, 
eitlier  by  an  existing  or  prospective  business. 

V  'e  are  glad  to  see  the  construction  and  manage- 
mei  it  of  the  railroads  of  this  country  subjected  to 
the  most  rigid  scrutiny,  but  this  scrutiny  should 
be  exercised  under  broad  aud  enlightened  ideas  as 
to  the  objects  and  functions  of  these  works. 
.Meisured  by  such  a  test,  the  doubling  of  th«  first 
C'jsLofaroad  maybe  shown  to  be  both  prop«r 
.iTK  expedient.  While  this  is  true,  we  hope  to  see 
evtry  important  step  taken  by  railroad  companies, 
am  every  large  expenditure  of  money,  made  a 
sulject  of  careful  inquiry  and  investigation,  on 
tbej  part  of  those  parties  owniDg  it.     Sacb  in* 
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vestigation  may  secure  a  moro  economical  ex- 
penditure to  effect  a  given  object,  or  may  result 
in  showing  it  to  be  altogether  unadvised. 

Progress  of  X<lberal  ideas. 

While  Tcnnsylvania  has  rendered  herself  notor 
iou3  for  her  attempts  to  obstruct  the  commerce  of 
the  country  to  promote  the  supposed  advantage 
of  her  people,  it  is  gratifying  to  sec  that  two 
other  States,  Virginia  and  Illinois,  have  very  re- 
cently repudiated  a  similar  policy,  of  which  both 
have  long  been  champions.  The  legislature  of 
Illinois  have  just  legalized  the  construction  of  the 
Mississippi  and  Atlantic  Railroad,  and  by  doing  so 
has  probably  brol;cn  down  all  barriers  to  the  free 
construction  of  these  works  in  every  portion  of 
that  State.  The  legislature  of  Virginia  has  also 
granted  the  right  of  way  across  the  Pan  Jlandlc, 
to  the  Pittsburgh  and  Steubenvillc  Railroad;  a 
right  which  has  boeu  pertinaciously  denied  up  to 
the  present  time. 

We  cannot  help  attributing  the  above  results,  in 
a  great  measure  to  the  recent  course  of  Pennsylva- 
nia in  reference  to  the  aflairs  at  Eric.  Her  con- 
duct was  a  mirror  in  \\  Inch  the  States  named  saw 
the  odiousness  of  their  former  policy.  In  this  way 
only  could  they  be  made  to  see,  their  own  linea- 
ments. Some  good,  therefore,  has  come  out  of 
the  Erie  difHculiics  already,  in  showing  States  the 
folly  and  injustice  of  all  attempts  to  subject  com- 
merce to  any  other  burdens  thau  the  mere  cost  of 
movement. 

It  is  gratifying  to  witness  the  progress  of  cor- 
rect ideas  in  railway  legislation.  There  is  no 
doubt  that  the  best  legislation  upon  these  matters, 
is  none  at  all,  excejit  such  as  is  necessary  to  re- 
Btrain  companies  within  the  si)here  of  their  proper 
functions.  Railroads  are  commercial  enterprises, 
.'IS  much  as  arc  ships,  or  manufacturing  establish- 
ments. It  woi  Id  be  regarded  as  the  height  of  ab- 
surdity, were  the  Legislature  of  New  York  to 
presume  to  dictate  the  number  of  ships  to  bo  built 
annually  at  this  port,  or  the  character  and  destina- 
tion of  their  cargo.  It  would  be  said,  and  very 
properly,  that  these  are  matters  entirely  beyond 
the  scoiH)  or  capacity  of  a  legislative  body,  and 
could  bo  safely  entrusted  only  to  tlie  guidance  oi 
individual  interest.  Legislatures  an*  equally  in- 
capable of  diivcting  the  location,  mode  of  con- 
struction and  managtment,  of  railroads.  This 
fact  ii  f;ist  coming  to  be  acknowledged.  A  number 
of  the  States  have  consequently  thrown  wide  open 
the  door  for  railroad  construction,  by  autliori/ing 
voluntary  associations  to  organize  themselves  into 
companies,  and  vested  such  by  general  laws  with 
the  power  to  construct  railroads  where  they 
chose,  and  as  they  chose ;  leaving  such  companies 
the  judges  of  the  propriety  of  their  acts.  The 
advantages  of  such  legislation  are  obvious.  When 
a  body  of  men  understand  that  they  are  to  receive 
no  incidental  aid,  or  support,  but  that  their  pro- 
jects must  stand  or  fall  upon  their  own  merits, 
they  will  be  very  carcfu  1  to  engage  in  no  enter- 
prize  that  will  uot  pay,  nor  incur  any  cxp  nditure 
not  justified  by  the  result.  Under  .<mcA  legislation, 
the //-si  roads  will  be  built  upon  the  AcsHines, 
•which  will  leave  no  mistakes  to  be  corrected  by 
subsecjuent  schemes ;  consequently  we  shall  escape 
one  of  the  great  causes  of  rival  roads.  Such 
roads  are  generally  built,  because  their  prede- 
cessors, under  the  idea  that  their  charters  secured 
to  them  certain  immunities,  failed  to  locate  their  I 


lines  in  a  manner  to  accommodate  tlie  public. 
Remove  all  such  idea  of  legislative  protection, 
and  railroad  companies  will  hiive  nothing  for  a 
rival,  or  subsequent  work,  to  rcmidy. 

Kngllah  Railinrnyst 

From  the  annual  statement  in  llerapaths, 
(London),  Railway  Journal,  it  appeai-s  that  the 
total  mileage  of  railways  in  the  United  Kingdom, 
on  the  first  day  of  January  A.  D.  1851  was  7,774 
miles.  Tlio  total  receipts  from  Iho  same  for  the 
year  was,  £17,920,510.  Receipts  per  mile,  £2,303. 
Total  cost  of  construction,  x2G3,G3G,320i  being 
at  the  rate  of  x33,912  per  mile. 

The  following  remarks  of  the  Railway  Journal, 
in  reference  to  the  management,  cost,  income, etc., 
of  English  Railroads,  will  be  of  interest  to  our 
readers. 

It  will  be  seen  by  the  above  table  that  the  addi- 
tional mileage  opened  in  1817  was  839  miles ;  in 
1818,  075  miles;  in  181'.),  835  miles;  in  1850, 
1,078  miles  (of  which  187  miles  were  open  in 
1849,)  but  the  traffic  returns  were  not  published 
till  1850.  In  1851  the  additional  mileage  was  299 
miles  ;  in  1852, 374  miles  ;  and  in  1853,  278  miles. 
Nothing  can  be  more  satisfactory  than  the  trafttc 
returns  on  railways ;  they  have  progressed  at  a 
rate  far  beyond  the  most  sanguine  expectations  of 
the  promoters  of  railways,  but  from  some  un- 
knov.n  cause  the  capital  expenditure  has  more 
than  kept  p.acc  with  the  advance  of  the  traffic. 
This  state  of  things  has  produced  considerable 
disapi)ointment  in  the  minds  of  those  who  have 
invested  their  money  in  railway  undertaking.'',  in 
the  hopes  that  the  natural  development  of  the 
traffic  would  survive  all  additions  to  capital  ex- 
penditure. 

It  would  appear  that  there  must  bo  some  very 
great  inducement  on  the  part  of  railwaj'  Directors 
to  expend  largo  sums  on  ca))ital  account ;  and  so 
long  as  that  inducement  exists  there  is  no  liope 
of  dividends  improving  to  any  great  extent.  Al- 
most every  increase  of  traffic,  or  chance  of  in- 
crease in  the  dividend,  is  immediately  forestalled 
by  some  secret  measure  on  the  part  of  the  Direc- 
tors, either  in  the  shape  of  leasing  other  lines,  of 
making  some  new  branch,  of  guaranteeing  some 
line  a  dividend,  or  by  creating  preference  shares 
for  new  branches  or  extensions.  It  seems  as  if  it 
were  the  destiny  of  some  railway  boards  in  Great 
Britain  to  forestall,  to  overreach,  or  intercei)t  any 
increase  of  dividend  to  the  shareholders.  There 
are  very  few  instances  of  the  converse  of  this  in 
railway  management;  there  is  however  one  solita- 
ry instance  in  the  Lancnster  and  Carlisle,  a  rail- 
way upon  which,  with  tiie  Lancaster  and  Preston, 
together  90  miles  in  length,  about  £2,000,000 
have  been  expended.  This  united  Company  haro 
neither  branches  nor  guarantees,  and  fortunately 
for  the  proprietors,  when  the  line  w;is  projected,  it 
was  thought  by  all  the  great  railway  men  in  that 
day,  that  it  was  scarcely  possible  for  it  to  pay  any 
dividend  on  account  of  the  country  being  so  poor 
through  which  it  passed.  The  consequence  was, 
the  capital  expenditure  was  kept  down  to  the  low- 
est limit,  and  the  Company  have  ever  since  reaped 
the  benefit  of  the  "oversight,"  and  the  lino  has 
paid  dividends  of  6,  7,  8,  and  will,  probably,  9 
and  10  per  cent,,  if  let  alone,  while  the  average  re- 
ceipts of  railways  in  the  United  Kingdom  scarcely 
amount  to  3}q  per  cent.,  notwithstanding  the  ex- 
traordinary development  of  traffic  on  railways 
which  the  above  table  exhibits. 

Owing  to  the  very  eftective  mode  of  carrying 
out  the  joint  stock  system  in  the  United  Kingdom, 
projectors  and  Dircclorsof  railway  and  other  com- 
panies, are  rewarded  for  their  services  by  indirect 
means.  They  are  thrown  upon  their  own  resour- 
ces to  devise  means  to  make  what  they  can,  either 
in  buying  up  land,  in  making  contracts,  in  getting 
shares  out  at  a  premium,  in  creating  preference 
stock,  in  leasing  worthless  lines  at  high  rents,  and 
doing  all  sorts  of  things  for  the  alleged  benefit  of 
the  companies  they  manage,  but  in  reality  for 


their  own  iK'nefit  and  that  of  their  friends.  All 
this  involves  great  extravagance,  and  a  wasteful 
expenditure  of  capital,  which  will  certainly  be  per- 
petuated so  long  as  the  present  system  continues. 
The  only  remedy  for  this  state  of  things,  is  to  ad- 
opt the  French  system,  which  very  properly  pro- 
vides for  the  promoters  of  good  and  useful  .schem- 
es, by  giving  them  an  interest  in  the  profits  of  the 
railway,  &c.,  when  they  exceed  6  per  cent,  per 
annum  on  the  capital  expended.  lu  most  cases, 
they  have  one-tenth  of  the  amount  of  profits  be- 
yond 5  per  cent.,  and  this  accounts  for  the  great 
success  of  French  railways  and  the  disastrous 
state  of  railway  property  in  England.  It  is,  there- 
fore, not  the  interest  of  the  French  Directors  to 
spend  the  capital  of  the  company  wastefully,  or  to 
give  it  away  to  excess  to  contractors,  in  order  that 
the  contractor  may  i-eturn  a  percentage,  but  to 
construct  the  works  as  well  and  as  cheaply  as  pos- 
sible. The  fault  lies  with  shareholders  in  a  great 
mcasuie,  who  are  generally  very  selfish,  and  not 
over  anxious  to  reward  services,  even  when  they 
have  been  rendered  faithfully.  Unless  Parliament 
determine  on  making  all  the  existing  railways 
monopolies,  in  the  strict  sense  of  the  word,  and 
authorize  them  to  make  any  railway  they  please, 
restricting  other  parties  from  having  anything  to 
do  with  future  railways,  there  will  be  no  security 
for  railway  property  as  at  present  constituted  and 
managed.  Any  new  company  adopting  the  French 
system  in  England,  will  reap  their  reward,  and 
the  old  railway  companies  will  sutler  in  a  corres- 
ponding degree.  The  new  stock  will  be  receiving 
goo<l  dividends,  while  the  old  companies,  going 
on  with  an  open  capital  account,  will  be  scarcely 
able  to  improve  their  dividends,  and  that,  too,  not- 
withstanding the  continued  development  of  the 
traffic.  It  is  a  good  feature  in  the  South  Eastern 
and  South  Western  Railways  that  some  of  the  Di- 
rectors think  they  have  expended  enough  on 
branch  lines ;  and  it  is  hoped  the  same  view  may 
be  taken  by  Directors  of  other  companies  who  do 
not  receive  remunerative  dividends — Were  it  pos- 
sible to  put  an  end  to  continual  litigation  and  par- 
liamentary warfare,  even  for  a  limited  period,  say 
5  or  ten  years,  and  to  closo  the  capital  accounts 
of  railways  now  yielding  small  dividends,  the  re- 
sult would  be  of  a  most  beneficial  character, — the 
only  increase  allowed  being  for  v.orking  stock  and 
additional  accommodation  for  traffic.  This  should 
be  done  with  great  care,  and  the  effect  would  be 
productive  of  profitable  results.      •.■•;<;;....■. 

The  annual  increase  of  traffic  on  railways  has 
been  very  considerable,  partly  arising  from  the 
farther  development  of  traffic  on  the  trunk  lines, 
and  partly  from  the  additional  receipts  derived 
from  the  oix-ning  of  new  lines  and  branches. — The 
increase  in  the  year  1843  over  that  of  the  precced- 
ing  voar,  amounted  to  £500,874  ;  in  the  year  1844, 
to  £708,337  ,  in  1815,  to  £1,058,342  ;  in  1846,  to 
£1,020,650;  in  1847,  to  £1,285,797;  in  1848,  to 
£1,109,336;  in  1849,  to  £980,808;  in  1860,  to 
£1,744,101;  in  1S51,  to  £1.809,923;  in  1852  to 
£520,402  ;  and  in  1853.  to  £2,010,220.  The  great 
increase  of  traffic  in  the  year  1850  is  due  in  a 
great,  measure  to  the  encouragement  given  by 
railway  companies  to  excursion  traffic,  the  in- 
crease in  1851  chiefly  arose  from  that  cause  in 
connection  with  the  Great  Exhibition  and  ^he 
general  improvement  in  trade.  It  would  appear 
that  the  efforts  made  to  increase  the  traffic  in  1860 
and  1851,  had  re-acted  on  the  natural  increase  of 
traffic  in  1852,  and  reduced  its  amount  by  £682,- 
400  as  compared  with  the  average  of  ten  preceed- 
ing  years. — The  great  increase  of  trade  to  Aust- 
ralia and  America,  consequent  on  the  gold  dis- 
coveries, has  had  the  effect  of  raising  the  traffic 
in  1863  to  a  point  which  had  never  been  reached 
before,  showing  an  increase  of  £2,040,220  over 
the  precedingi  year.  The  average  increase  of 
traffic  from  1843  to  1848,  over  preceding  years 
was  at  the  rate  of  £1,048,470  per  annum,  while 
that  from  1848  to  1853  inclu.«ive  was  at  the  rate 
of  £1,424,419  i>er  annum.  The  total  increase  at 
the  end  of  ten  years  was  £12,337,630,  and,  should 
the  traffic  increase  only  at  the  same  rate  during 
the  next  ten  years,  it  will  amouut  in  1863  to  about 
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jC30,000,000  ;  but  it  is  toped  the  amount  of  capi- 
tal \vi]l  not  likewise  increase  in  proportion,  as  in 
that  case  there  will  be  no  better  dividends  than  at 
present.  It  is  evident  that  railway  shareholders 
have  only  one  thing  to  do  in  order  to  insure  future 
success  ;  that  is,  keep  a  strict  watch  over  the  in- 
crease of  capital  and  not  trouble  themselves  at  all 
about  the  increase  of  tratBc,  ns  that  will  come  of 
itself  in  defiance  of  the  artful  representations  of 
interested  parties  to  tlie  contrary.  To  close  the 
capital  accounts  as  soon  as  possible,  and  as  far  as 
practicable,  should  be  the  business  of  railway 
shareholders  who  wuh  to  preserve  their  dividends 
from  "{^rowing  small  by  degrees  and  beautifully 
less."  It  is  the  opinion  of  some  eminent  railway 
authorities,  that  if  the  railways  in  the  United 
Kingdom  had  been  constructed  prudently  and  ju- 
diciously, as  commercial  uiidortak'ngs,  that  about 
£90,000,000  might  have  been  saved  on  the  present 
outlay  of  £263,000,000. 

The  average  traffic  rcceii)ts  per  mile  per  annum 
were  as  follows :  For  IS  12,  £3,118;  for  1843,  £3,- 
085;  for  1814,  £3,278 ;  for  1815,  £3,469;  for  1846, 
£3,305 ;  for  1847,  £2,870  ;  for  18 18,  £2,556  ;  for 
1849,  £2,302  ;  for  1850,  £2,227  ;  for  1851,  £2,283 ; 
for  1852,  £2,238;  and  for  1853,  £2,471. 

The  amount  of  capital  expended  on  the  rail- 
ways referred  to  up  to  July,  1842,  was  £52,380,- 
100;  in  1843,  £57,635,100;  in  1844,  £63,482,100; 
in  1815,  £71,646,100;  in  1846,  £83,165,100;  in 
1847,  £109,528,000;  in  1848,  £148,200,000;  in 
1849,  £181,000,000 ;  in  1850,  £219,762,730 ;  in 
1851,  £229,175,235;  in  1852,  £239,467,453;  and 
in  1853,  £252,802,320. 

The  average  cosi  of  the  railways  ia  operation 
per  mile  would  appear  to  be  in  1812,  £34,690;  in 
1843,  £36,360;  in  ISll,  £35.670;  in  1845,  £35,- 
070;  inl846,£21,8G0;  in  1847,  £31,709;  in  1848, 
£34,234  .  in  1849,  £35,214 ;  in  1850,  £35,229 ;  in 
1851,  £35,058;  in  1852,  £34,630;  in  1853,  £35,- 
101.  The  most  satisfactory  feature  ia  :ailway 
statistics  is  that  of  iho  average  cost  per  mile  re- 
maining at  about  tlie  same  figure  as  in  1842,  not- 
withstanding that  many  comparatively  cheap  lines 
have  been  added  to  the  system  since  that  date. 
In  1812  the  average  cost  per  mile  was  34,690/., 
and  the  receipt  for  trallic  dnring  that  year  was  3,- 
113/.  per  mile,  while  in  1853  the  average  cost  was 
35,101/.  per  mile,  and  the  rcccipts  iVoni  traffic  2,- 
471/.  per  mile.  This  reduction  in  the  receipts  per 
mile  occurred  iiutwithstanding  that  the  annual 
traffic  receipts  increased  from  4.341,781/.  in  1842, 
to  17,180,000/.  in  1853,  being  an  increase  of  traffic 
to  the  amount  of  12,815,320/.  Great  expectations 
have  been  for  some  time  held  out  respecting  the 
presumed  advantages  likely  to  arise  from  the  cs 
tablishment  of  a  staiuling  committee  of  the 
House  of  Counuous,  for  the  regulation  and  pro- 
tection of  railway  property ;  but  railway  share- 
holders had  better  not  rely  too  much  on  Parlia- 
ment for  the  security  of  their  property  until  it  is 
very  dilfercntly  constituted ;  and  so  long  as  a 
great  portion  of  tlic  Legislature  is  composed  of 
railway  Directors,  it  is  not  likely  that  anything 
will  be  done  either  to  limit  the  power  of  railway 
Directors,  or  to  increase  that  of  the  sharehold- 
ers. 

Proprietors  of  railway  property  are  too  apt  to 
delude  themselves  with  the  hope  that  things  will 
right  themselves  in  time  and  that  the  present  sys- 
tem of  managing  railways  will  last  their  time, 
and  so  it  may ;  but  those  who  live  long-  enough, 
and  those  who  come  after  those  who  do  not,  will 
feel  the  effects  of  their  past  and  present  negligence. 
Cheap  railways  will  and  can  be  made,  and  are  be- 
ing made;  .and  unless  all  further  extensions  or 
branches  of  existing  radways  are  made  very 
chap,  indeed,  and  worked  economically,  the  con- 
sequeuces  will  bo  very  serious  to  the  widows  and 
orphiuis  whose  property  is  invested  in  railway 
companies.  The  system  adopted  during  the  past 
10  years  has  reduced  the  dividends  on  the  great 
trunk  railways  of  this  country,  above  50  per  cent., 
and  the  value  of  the  railway  stock  to  one-half,  and 
in  some  cases  to  one-eighth  or  one-tenth ;  and  if 
there  be  no  check,  there  is  nothing  to  prevent  the 
same  devastating  effects  on  railway  property  du- 


ring the  next  10  years  that  liave  operated  with 
such  fearful  effect  during  the  past  10  years.  It  is 
true,  the  revenue  has  increased  from  4,843.000/., 
hi  1843,  to  17,180,000/.,  in  1853,  nearly  I2}^.i  mil- 
lions during  the  past  10  years  on  certain  railways ; 
but  the  capital  has  increased  from  58,000,000/.  to 
253,000,000/.  durhig  the  same  time,  or  195,000,- 
000/.,  and  there  is  nothing  to  prevent  the  increase 
of  expenditure  during  the  next  ten  years  from 
253,000,000/.  to  450,000,000'. ;  as  not  much  more 
(ban  one-half  the  railways  already  sanctioned  by 
Parliament  have  bein  constructed,  and  as  there 
remain  about  6,000  miles  more  to  be  sanctioned, 
and  made  to  accommodate  the  traffic  in  various 
districts  of  the  United  Kingdom,  railway  projec- 
tors have  still  a  wide  field  before  them. 

It  appears  from  the  company  s  report  that  7,- 
834,064/.  had  been  received  on  6,900  miles  of  rail- 
way in  the  United  Kingdom  during  the  half  vear 
ending  June  30  last,  and  that  3,806,126/.,  or  lS-57 
per  cent.,  had  bcenexpended  in  working  exi>enses, 
rates,  and  taxes,  leaving  4,027,738/.  to  pay  iuterest 
and  dividend  on  the  outlay,  amounting  to  247,- 
766,314/.,  or  1.62  per  cent,  for  the  half  year,  or  at 
the  rate  of  3.24  per  cent,  per  annum. 

Tl»c  receipts  on  the  railways  in  England  and 
Wales  for  the  above  i)erio  1  amounted  to  6,659,- 
581/,  and  the  expenses  to  3,263,767/.,  or  -19  per 
cent.,  leaving  a  balance  of  3,395,814/.  to  pay  in- 
terest and  dividend  on  206,397,601/.,  being  at  the 
rate  of  1.65  per  cent,  for  the  half  year,  or  3.30  per 
cent,  per  annum. 

The  receipts  on  the  railways  in  Scotland  amount- 
ed to  802,380/.,  and  the  ex[)ense.-<,  including  rates 
and  taxes,  and  Government  duty,  to  383,049/.,  or 
47.8  per  cent.,  leaving  418,731/.  to  pay  interest 
and  dividend  on  a  capital  of  28,282,548/.  or  1.48 
per  cent,  for  the  half  year,  or  at  the  rate  of  2.96 
l>er  cent,  per  annum. 

The  receipts  on  the  Irish  lines  amounted  to 
372,703/.,  and  the  expenses,  including  rates  and 
taxes,  to  158,711/.,  or  42.6  per  cent.,  leaving  213,- 
992/.  to  pay  interest  and  dividend  on  a  capital  of 
13,086,165/.,  or  1.635  per  cent,  for  the  half  year, 
being  at  the  rate  of  3.27  per  cent,  per  annum. 

The  length  of  the  line  over  which  the  traffic 
w;is  carried  during  the  above  hf-ilf  year  in  Eng- 
land was  5,176  miles ;  in  Scotland,  943  miles ;  and 
in  Ireland,  781  miles.  The  receipts  per  mile  were 
respectively  1,286/.,  851/.,  and  477/.;  and  the 
cost  of  construction  39,872/.,  30,000/.^  and  16,755/. 
per  mile.  ^       v-  :  I  ' 


New  York    liocomotive  Workr. 

We  have  had  the  pleasure  of  examining  a  line 
locomotive  engine,  just  finished  by  Breese,  Kuee- 
land  &  Co.,  of  38  Exchange  Place,  New  York,  and 
whose  works  are  conveniently  situated  in  Jersey 
City.  This  locomotive  was  constructed  for  the 
Hudson  River  Railroad,  for  running  the  heavy 
express  trains.  It  combines  very  favorable  fea- 
tures to  this  end,  having  16  inch  cylinders  »vith 
22  inches  stroke,  and  drivers  of  6  feet  6  inches  di- 
ameter. It  is  constructed  with  such  arrangements 
and  proportions  as  are  admitted  to  be  improve- 
ments, and  was  from  the  first  intended  to  be  a  ftrst 
class  work.  The  driving  wheels  are  of  an  elegant 
pattern,  forged  from  wrought  iron  ;  an  application 
of  much  importance  in  the  increase  of  strength 
and  reduction  of  weight.  In  other  important  par- 
ticulars this  engine  presents  especially  favorable 
points.  The  mechanical  execution  of  its  parts  is 
also  of  the  best  description. 

Breese,  Kneeland  &  Co.,  have  erected  a  largo 
and  complete  establishment  for  the  construction 
of  locomotive  work,  and  have  secured  tfie  best 
machinery,  and  what  is  of  equal  importance,  the 
best  talent  for  the  successful  prosecution  of  the 
business.  Their  Superintendent  and  Engineer,! 
Mr.  E.  P.  Gould,  formerly  occupied  a  responsible^ 
situatMD  in   the  locomotiTe  department  of  the 


Hudson  River  Railroad,  a  work  which  has  become 
a  graduating  school  for  the  best  engineering  talent 
Id  the  country. 

The  New  York  Locomotive  Works  are  situated 
DC  ost  favorably  for  a  cheap  command  of  materials 
aid  an  economical  delivery  of  work.  Engines 
c  m  be  delivered  directly  on  ship-board  or  on  the 
>eiv  York  and  Erie  and  New  Jersey  Railroads ; 
aid  by  a  short  ferriage  upon  the  Hudson  River 
aid  all  Northern  and  Western  roads.  ., 
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Railroads  of  Obto. 

Capitalists  and  others,   who,  in  stringent  times, 
l^ar  much  and  think  more  of  the  over  construe- 
on  of  railroads  in  Ohio  need  occasionally  to  be 
;miudcd   of  the  p'?sition  and   resources  of  that 
late,     llvr  e.vttnt  and  wealth  are  will  enough 
Hnown. 

Ohio  lias  great  water  routes  on  both  her  iiorth- 
etn  and  southern  borders.  If  the  one  is  not  as 
sxte  for  navigation  as  the  bays  on  the  Atlantic 
coast,  and  the  other  as  uniform  in  volume  as  the 

udson,  both  have  nevertheless  served  the  por- 
oses of  a  great  trade,  and  still  confv.T  advantages 
"hich  few  other  States  can  enjoy.  Three  import' 
nt  commercial  depots  have  been  established  o» 

e  northern  water  border,  Cleveland,  Sandusky 
nd  Toledo.  All  of  these  nave  the  command  oi 
ide  and  fertile  back  country ;  two  have  the 
advantages  of  artificial  water  routes,  cxU-ndini; 
hrougli  that  country  to  the  water  line  on  the 
South ;  while  all  are  in  the  line  of  the  great  trad* 
jctwecn  the  cities  of  the  Ea.>t  and  Chicago,  tb* 
freat  city  of  the  North  West. ' 

On  the  South,  Cincinnati,  placed  by  a  "grcai 
)end"  of  the  Ohio  river  far  loithtn  the  State,  has 
kttracted  a  population  and  trade  which  jtlace  it 
imong  the  groat  commercial  cities  of  the  contin- 
bnt.  It  commands  also  sui>erior  natural  resources 
land  means  of  communication.  It  is  the  commercial 
depot  of  a  great  agricultural  and  mineral  country. 
It  has  an  uninterrupted  water  line  to  the  principal 
Eastern  market.  For  750  miles  of  the  Ohio  River 
it  is  the  nearest  point  to  the  Lake  ports,  being 
nearly  equidistant  from  Lakes  Michigan  and  Erie. 
By  going  500  miles  up  the  Ohio  to  Pittaburgh,  no 
4norc  than  100  miles  are  gained  in  i)roximity  tc 
the  lake,  and  but  little  more  than  100  miles  to  the 
common  point,  Cleveland.  Most  of  the  iuterrev- 
ing  points  in  this  distance  are  much  further  from 
the  Lake  thau  Cincinnati,  while |the  Ohio  river 
forms  their  natural  outlet  of  trade,  of  which  Cic- 
cinnati  is  the  direct  recipient. 

On  the  West  lies  the  united  fertility  and  wealth 
of  the  best  part  of  the  great  valley,  the  producls  ^ 
of  which,  so  long  as  the  Eastern  continue  t  >  beilift,.') 
consuming  States,  will  be  carried  principally  U»  .-, 
them.  To  the  above  is  to  be  added  the  natural  wealth  .< 
which  Ohio  contains  within  hersell',  her  fields^  j^ 
forests  and  minerals.  Great  iu  extout,  t^he  loses  , 
nothing  in  inaccessible  or  unavailable  territory.        ^ 

With  such  positioa  an<l  resources,  Ohio  ba» 
established,  and  given  duuacler  to,  a  great  trade.  .. 
while  in  doing  this,  she  has  employed  but  a  small  ^ 
share  of  the  elements  at  her  couuuand.  It  is  tbia  r 
trade  iu  which  each  of  th»  great  cowmorcial  citie*  . 
of  the  Ajtiantic  is  seekiogito-parlic^ate,  tack  per-  ■•.. 
hapB  hoping  to  secture. 

I^cw  Yi^r/.:  has  commanded  the  whole  northern  .,j 
water  front  of  the  State  by  her  great  work,  the 
Erie  Canal.     The  New  York  Central  and  Hudson  ^ 
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of  greater  lineal  distance,  by  ita  eapacity,  facility 
of  operation,  and  the  commercial  advantages  o< 
its  terminus.  Although  it  imposes  on  the  through 
trade  and  travel  from  Cincinnati  300  miles  of  dis- 
tance more  than  lies  between  the  latter  and  Balti- 
more, it  has  become  the  established  route  frow 
the  greater  portion  of  Ohio.  How  far  the  i>rc- 
ferencc  it  has  received  has  been  determined  by 
the  enterprize  displayed  in  its  construction  and 
operation  will  be  exhibited  upon  the  completion  of 
shorter  routes  to  other  Atlantic  cities.  But  New 
York  will  forever  have  the  advantage  of  the  great 
natural  route,  upon  which  a  canal  has  taken  the 
character  of  a  river,  the  former  working  under 
but  little  more  disadvantage  in  this  comparison 
than  the  interest  on  itvS  cost.  It  has  become  a 
rival  Mississippi  in  the  extent  of  its  trade,  if  not 
in  the  volume  of  its  current. 

A  water  route  that  will  support  itself  will  sup- 
port a  railroad,  and  neither  will  be  injured  by  the 
other.  This  is  a  principle  sustained  by  all  pre- 
cedent. In  this  fact  lies  the  construction  and 
success  of  the  entire  railroad  Hue  from  New  York 
to  Cincinnati,  880  miles,  and  from  New  York  to 
Chicago,  955  miles. 

"With  the  construction  of  railroa<ls  commenced 
the  contest  between  Eastern  cities  for  the  tradt 
of  Ohio  and  of  the  country  beyond.  The  great 
railroad  line  from  New  York  followt  d  the  watei 
line  to  Cleveland  ;  until  the  opening  of  the  Erie 
road,  which  has  since  skarcd  in  this  trade. 

Philadelphia  extended  her  great  line  to  Pitts- 
burgh. From  thence  the  same  interest  has  estab- 
lished its  interior  line  to  Chicago.  At  Pittsburgh, 
the  SteubenviHe  road,  connecting  at  Newark  witl; 
the  Central  Ohio,  aims  at  Cinciimati.  31  mile? 
East  of  Pittsburgh,  the  Ilempfield  road  eonnect.« 
the  direct  lino  from  Philadelphia  to  Cincinnati. 
646  miles  in  length.  From  Wheeling,  ria  Marietta, 
the  distance  is  only  25  or  30  miles  more. 

Baltimore  has  extended  its  road  to  Wheelinjj  by 
which  it  reaches  Cincinnati,  over  the  Central  Ohio 
Road,  in  620  miles.  Its  direct  coimection  through 
Parkersburgh  will  seduce  this  distance  to  580 
miles. 

So  far,  the  longest  routes  have  had  the  advan- 
tage of  priority  of  construction,  and  the  .shtirlesl 
Eastern  outlet  of  Cincinnati  will  doul)tle.s.s  be  com 
pleted  last 

It  is  this  inevitable  competition  between  Eastern 
cities  that  has  given  to  the  railroad  system  ot 
Ohio  its  present  complicated  character.  It  hat 
created  nine  east  and  west  lines,  cutting  the  sLxtli 
degree  of  longitide,  or  about  the  meiidi.in  oi 
Portsmouth,  Columbus,  Gallon  and  Sandusky.  It 
has  intersected  the  State,  between  the  39th  and 
41st  parallels  of  latitude,  with  twice  the  number 
of  eastern  trunk  lines  whicli  He  between  the  39th 
aod  43d  [pai  allcls. 

Of  those  lines  which  are  strictly  vertical  lines 
on  the  map,  aiming  to  connect  the  northern  and 
southern  water  lines  of  the  State  without  reference 
to  eastern  connection,  there  is  but  one  completed 
in  Ohio  : — The  Sandusky  and  Cincinnati  line.  To 
this  will  be  added  eventually  the  line  from  San- 
dusky to  Portsmouth  and  the  Dayton  and  Michi- 
faUuToxd.  -'■■:  '\        -J 

At  the  present  time  rapre  than  one  third  of  the 
entire  State  of  Ohio,  lying  to  the  South  and  East 
of  Wellsville,  Zanesville,  Columbus  and  Cincinna- 
ti, is  without  means  of  railroad  conamunication, — 


And  this  part,  not  likely  to  remain  without  such 
facilities  for  any  great  length  of  time,  contains,  be- 
sides agricultural,  a  great  portion  of  the  nominal 
wealth  of  the  State.  With  the  river,  the  Ohio 
Canal  and  the  Se.ioio  and  Hocking  Valley  andiron 
Railroads,  this  trade  has  already  attained  an  im- 
iwrtant  development.  ,     ,„ 

One  limit  of  railroad  competition  in  Ohio  must 
be  that  of  the  Eastern  cities.  Those  lines  on  the 
route  to  the  successful  eastern  competitor  will 
pay,  for  they  will  attract  trade  in  proportion  as 
their  eastern  terminus  receives  it. 

To  all  of  the  eastern  cities  Ohio  is  an  empire, 
and  the  highway  to  an  empire  beyond.  Butwl  ile 
the  indci)endent  systems  of  these  cities  ramify  the 
State  with  th'  ir  lines,  most  of  these  will  find  their  | 
support  in  their  local  trade.  Their  cost  and  their 
operating  expenses  will  be  nearly  in  proportion  to 
their  business.  This  is  a  rule  which  has  proved 
generally  correct  in  the  east,  and  it  will  be  still 
more  likely  to  be  true  in  the  west.  A  railroad  in 
Ohio  can  be  built  nearly  as  cheaply  in  one  direction 
as  another.  Not  so  in  New  England  and  in  the  great- 
er portion  of  the  middle  States.  In  the  east  a 
river  route  often  commands  the  greater  busines 
while  it  is  at  the  same  time  usually  the  cheapest 
of  construction.  On  the  contrary  those  roads  which 
cross  the  streams  contend  against  continual  diver- 
sion of  their  business,  and  incur  far  greater  ex- 
penses for  constniction. 

If  then,  the  construction  of  through  lines  in 
Ohio  is  regulated  by  the  local  wants  of  the  State 
there  can  ke  no  danger  of  over  construction.  It 
is  the  extent  of  these  wants  that  forms  the  real 
question.  They  require  that  every  available  ele- 
ment of  wealth  shall  be  accessible,  and  its  pro- 
ducts have  an  outlet.  But  to  command  a  c/toice  of 
everii  market  cannot  bo  aflforded  by  everj*  farmer, 
manufacturer  or  merchant.  If  the  construction  of 
all  tributary  lines  be  left  to  those  who  stand  in 
need  of  their  facilities  there  will  be  little  danger 
of  over-construction. 

It  is  then  the  local  wants  of  Ohio  that  must  be 
the  guidft  in  extending  financial  aid  to  her  new 
roads. 

The  surest  indication  of  their  wants  mu.st  be  the 
support  given  to  such  works  by  those  who  are 
likely  to  be  most  benefited  by  their  construction. 
With  this  check,and  the  gradual  development  of  the 
wants  of  the  people,  and  the  capacity  of  the  roads 
alrejidy  constructed,  there  will  be  at  least  no  ne- 
cessity for  more  through  routes. 

The  pi-esent  system  commands,  on  the  most  di- 
rect routes,  all  of  the  Atlantic  cities  above  Wash- 
ington; besides  ludianapoli?,  the  lake  ports,  St. 
Louis  and  the  most  important  points  of  distribu- 
tion on  the  Mississippi.  When  these  shall  com- 
mand the  natural  drainage  of  their  respective  dis- 
tricts the  Railroads  of  «>hio  will  be  completed. 


Traversing  Screw  Jack. 


CHnnda.-- London  and  Port  Stanley 
ttnilway. 

The  County  Councils  df  El^in  and  Middle- 
sex have  taken  stock  in  this  road  to'the  amount 
of  £45,000,  the  former  £20,000  and  the  latter  £25,- 
00.  We  believe  this  includes  the  whole  of  Iho 
stock  not  previously  subscribed  for.  Theioadis 
expected  to  be  in  full  operation  before  the  close  ot 
the  present  year.  This  inij»ortant  branch  will  prove 
a  valuable  feeder  to  the  Great  Westein.as  boats  will 
run  in  connection  with  the  road  from  fort  Stanley 
to  Cleveland. — Hamilton  Sjteclator. 


We  copy  from  the  Mechanics'  Journal  a  cut  of    : 
the  improved  travt  rsing  Screw  Jack,  as  now  man- 
ufactured by  Geo.  England  &  Co.,  of  Hatcham 
Iron  Works,  London.     The  drawing  represents  a 
cast  iron  biise  with  planed  ways,  upon  which  the     •_ 
standing  part  of  the  Jack  may  be  moved  by  a    ., . 
horizontal  screw.     The  standing  part  niay  be  ope- 
rated on  two  ranges  of  elevation,  both  ends  of  the 
screw  being  adapted  for  lifting. 

By  working  the  pinion  t,  which  is  of  but  one- 
half  the  diameter  of  the  wheel  n,  the  lift  may  be 
doubled  in  weight  with  the  same  expenditure  of    • 
power. 

The  traversing  Jack  is  of  great  value  in  replac- 
ing cars  which  are  off  the  track,  and  for  many  pur- 
poses of  timber  and  masonry  framing. 

The  Western  Railroad. 

The  Springfield  Republican  states  that  W,  H.  ,= 
Swift,  Esq.,  voluntarily  retires  from  the  Presiden- 
cy of  the  Western  Railroad,  though  he  retains  bis '  ■' 
place  in  the  direction.  Chester  W.  Chapin,  Esq. 
of  Springfield,  who  succeeds  him,  has  recently  be- 
come the  largest  private  stockholder  In  the  road. 
His  assumption  of  the  reins  of  the  Western  will 
probably  produce  some  change  in  the  manage- 
ment of  the  Connecticut  River  Railroad,  of  which 
he  has  been  for  the  past  two  or  three  years  the 
successfull  President.  Mr.  Chapin,  it  is  said,  is  in 
favor  of  having  the  treasury  and  executive  depart- 
ments of  the  corporation  located  at  Spr'ngfleld. 

Analyses  of  W^ater< 

It  is  important  to  every  railroad  company  to 
know  the  chemical  constituents  of  the  water  along 
its  line,  in  order  to  guide  the  choice  of  water 
stations.  The  effects  of  different  waters  are  well 
known  to  those  having  charge  of  the  operation  and 
maintenance  of  locomotives.  At  points,  perhaps 
not  half  a  mile  apart,  water  of  entirely  different 
qualities  in  its  effects  on  boilers  and  on  the  pro- 
duction of  steam,  is  often  found.  An  analysis  will 
disclose  these  qualities  and  determine  which  will 
occasion  the  least  incrustation,  oxidation  and  ebul- 
lition. 

The  following  are  the  analyses  of  different 
waters  use  for  locomotives  on  the  Erie  Road,  and 
extend  over  a  distance  of  800  miles.  They  were 
made  by  James  R,  Chiltqn  Esq.,  Chemist,  of  New 
York.  '-'^^    :■      ■ 
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Carbonate  of  Lime 
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„    „  Magnesia ^  ^-^^ 

'   •  »    „   Soda 

Salph.  of  Soda 

„        „  Lime 36 

■"•  •  M        II  Magnesia 14 

11        ,,  Soda 

Chloride  Magmesium ) 

„      Calcium '. ^     .89 

„      Sodium ) 

Oxide  of  Iron 

Organic  Mat 03 

Silica  &c 

Peculiar  Gelatinous  Substances 

Total 3.03 

Corrugated  Boiler  Iron.1 

We  observe  that  arrangements  are  in  progress  for 
the  manufacture  of  corrugated  iron  for  boiU-rs. — 
The  ribbed  or  channeled  surface,  it  is  expected, 
will  possess  a  positive  advantage  in  strength  over 
the  plain  sheets  now  in  use.  As  the  patentees 
claim,  "  the  principle  of  the  arch  is  borrowed  from 
architecture,"  and  "  the  result  is  equivalent  to  the 
discovery  of  a  new  metal  of  increased  strength." 
It  would^appear  at  first  sight  that  the  strength 
of  the  material  is  of  the  greatest  consequence  in 
the  construction  of  steam  boilers  ;  but  yet,  owing 
to  the  mode  of  connection  of  the  plates,  by  the 
usual  resort  to  rire^f  no- .nearly  one  half  the  strength 
of  continuous  sheets  is  lost.  There  are  no  locomo- 
tive builders  in  our  country  who  take  the  pains  toj 
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The  increase  of  weight  of  these  plates,  due  to  ed  fifcm  the  sum,  because  on  the  principle  we  fol- 
the  greater  extent  of  developed  surface  in  a  nonii- low  In  the  case  of  the  above  named  roads  they 
nal  unit  of  area,  is  one  objection  to  their  use ;  un-  are  issigned  to  Maryland. 
less  their  increased  strength  is  dependent  and  pro- 
portionatc  to  their  increased  surface,  in  which  case 
the  same  strength  would  be  much  better  obtained 
by  increased  tiiickness  of  plane-surface  plate 
With  corrugations  equal  to  one  half  of  a  circle  on 
each  side  of  the  central  plane  of  the  sheet,  the  in- 
crease in   surface,   and   consequently   of  weight,  ^^'  ','  *°"  '^**'?'^^"'.V  •••-•• 
would  be  57  per  cent.  Covington  and  Ohio  (SUte). . . 

Tn  iho  ron.ot.riift.inn  of  locomotivB  boilers,  the  ^  *"  ^^  ^nnessee  and  branch 


case        I 
ined        J 
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In  the  construction 
use  of  corrugated  iron  could  scarcely  be  regarde<3 
as  an  improvement,  in  view  of  the  practical  dif 
ficulties  in  the  way  of  its  manufacture,  shaping 
connection    and    disposition.      The   weight,  ex 


■ 
form  the  connection  of  their  boiler  plates  by  dou-jpense  loss  of  room,  increased  cooling  surface  and 

ble  riveting,  in  which  plan  it  is  ascertained  that! liability  to  retain  deposits,  attended  with  greatef 

but  about  thirty  per  cent,   of  the  strength  of  theldifficulty  of  their  removal,  are  all  objections  ope^ 

iron  is  removed  in  punching.    The  only  method  of  rating  in  the  same  direction. — Avierican  Railway 


connection  of  plates  by  which  their  ultimate 
strength  is  preserved  is  by  welding.  Timothy 
Hackworth  of  Darlington,  England,  built  several 
locomotives  in  which  the  boiler  plates  were  welded 
in  the  circumference  of  the  shell ;  the  connection 


Tivus. 


of  the  sections  longitudinally  being  made  by  rivet-jgoes  the  round  of  the  newspapers.     It  is  alw.iyi 


The  Railroada  of  Virsrinla 

At  the  beginning  of  every  year  a  statement  of 
the  length  of  railway  in  each  and  all  of  the  Stated 

ing.  Here  nearly  the  ultimate  strength  of  the! more  or  less  defective,  l)eing  generally  below  th^ 
material  is  preserved,  and  any  inherent  advanta-jtruth.  Virginia  especially  has  been  credited  foi 
ges  of  form,  as  in  corrugations,  would  assist  in  in-imuch  les.s  than  her  actual  share  of  railway  enter- 
creasing  the  total  strength  of  the  boiler.  prize.  To  do  her  justice  in  this  respect,'  bcfor; 
As  corrugated  plates  involve  loss  of  sjiace  fori  her  own  citizens  as  well  as  those  of  other  States, 
the  insertion  of  flues ;  as  they  increase  the  cooling  we  decided  to  compile  the  subjoined  list  of  th  > 
surfjice  of  the  boiler  ;  as  they  present  a  difficulty  lines  now  underway  within  her  limits  or  in  th? 
in  cleaning  the  boiler;  as  they  are  more  expen- hands  of  her  people.  Among  them  arc  three  lines 
sive,  more  difficult  for  working,  probably  more  the  greater  part  of  which  lies  within  Virginia,  th|e 
liable  to  imperfections  in  rolling,  there  is  no  mo-  Seaboard  and  Roanoke,  Petersburg,  and  Hick^ 
tive  to  their  use,  ^<M;i<ic<i  the  manner  of  their  con-lford  and  Gaston;  and  one  which  is  principally, 
nection  is  not  such  as  to  preserve  the  ultimate  we  believe,  in  North  Carolina,  but  prosecut& 
strength  of  the  material.  Any  mode  of  connect-  mainly  by  Virginia  capital.  This  is  the  Clarksvillt 
ing  corrugated  plates  must  be  expensive  and  per-  and  Ridgeway,  a  link  in  the  route  from  Norfolk  to 
haps  insecure,  unless  eflected  by  means  different  the  upper  Roanoke.  Th«  261  miles  of  the  Bal^- 
from  those  generally  at  command  in  boiler  shops.jmore  and  Ohio  road  lying  in  this  State  are  ezclu|- 


5?  & 
Virginia  Central i.  ..1.  ..107 


Name  of  Road, 


R.  F.  and  Potomac. 


ro 


73 
40 
60 


Ricl^.  and  Pet.  and  branches . 
Petersburg  and  Roanoke . . .. 

Hicksford  and  Gaston 21 

Norfolk  and  Petersburg 

Seaboard  and  Roanoke 78 

South-Side 71 

Danrv'ille  and  branches 95 

Orange  and  Alex,  .ind  branches. .   82 

.Vlaaassas  Gap  and  branch 42 

Winchester  and  Potomac 82 

Tucikahoe  (coal) 6 

Wiaifrede  (do.) 5 

.1.  ?▼.  I  a.  ..  ....  ....  .•••  ..«•  ..    .. 

Blue  Ridge  (State) 8 

Ippomattox 10 

Fred,  and  GordonsviUe 

.\..,  %,.  and  Hamp.  and  branch 

Cla^ksvilie  and  Ridgeway 2^5 
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70 


115 
139 


55 
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49 
51 
15 
19 


104 
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188 

76 

228 

212 

40 

60 

21 

79 

78 

120 

146 

165 

146 

82 

6 

6 

104 

16 

10 

46 

166 

26 


:j  808      654    1,958 

Ihis  list  will,  we  think,  he  found  very  nearly 
correct.  It  will  be  seen  that  Virginia  has,  in 
round  numbers,  800  miles  of  railway  in  oi>erati'on  ; 
700  building ;  and  500  more  in  the  hands  of  organ- 
izei  companies,  every  mile  of  which  will  doubtless 
be  •  made  in  a  few  years.  About  260  miles  will 
orobably  be  added  to  the  finished  track  during 
1834.  Besides  those  we  have  named,  there  are 
others  projected,  to  the  extent  of  perhaps  ou 
ihousaDd  mite«  or  more. ^WindUsttr  Virginian. 


l--^'-l 


134 


AMERICAN    ftAlLHOAD    JOURNAL.. 


Journal  of  KailroaU  Ij«w. 

'\   =  '  PACKED    PARCKI.8. 

By  this  terra  the  English  denote  a  collection  of 
small  packages,  enclosed  in  a  common  envelope 
by  carriers,  for  the  purpose  of  being  forwarded  to 
the  ditforent  parties  for  whom  they  arc  inicndcd. 
'■  The  Court  of  Exchequer  luis  been  lately  examin- 
..  ing  a  case,  in  which  was  involved  the  right  of  car- 
riers to  have   such  parcels   convcjicd  by  railway 
upon  the  same  terms  as  those  enjoyed  by  the  pub- 
lic generally.    The  case  in  question  was  that  of 
•     Crouc/i  vs.   ike  Great  IVtxfeni  Railroad  <  'ompanv, 
which  was  brought  to  recover  damages  by  reason 
of  defendants'  refusing  to  carry  plaintift^'s  packed 
.    parcels  without  an  extra  compensation  of  60  per 
cent,  above  that  ordinarily  paid,  and  the  plaintiff 
also  claimed  to  recover  over-charges  to  which  he 
had  been  previously  subjected,  upon  the  packages 
.   of  like  description. 

The  question,  upon  which  this  case  turned,  had 
been  already  substantially  decided  against  Rail- 
way Companies,    in  the  case   of  Parker    vs.  the 
.-■  Great   Western   Railway    Company,   11    Common 
Bench   Reports,  and  m  the  case  of  Crouch,  above 
mentioned.     The  Court  adhered  to  their  previous 
decision,  and  held  that  the  companies  were  not 
at  all  likely  to  make  any  distinction  between  car- 
riers or  forwarders  and  the  public  at  large.     No 
i  ngenuity  of  counsel  seems  to  have  beer,  spared 
in  order  to  evade  the  application  of  the  rule  al- 
rejkdy  explicitly  laid  do>vo  in  opposition  to  their 
claim  which  they  advanced.  But  the  Court  wholly 
.   discountenanced    the  practice   of  discriminating 
between  different  classes  of  customers  having  oc- 
casion to  tiansport  by  railway.     Indeed,  common 
carriers  undertake  generally,  and  for  all  persons 
•differently,  to  convey  goods  and  to  deliver  them 
some  appointed  station  for  rates  of  comi)ensa- 
i  ics,  which  must  not  be  modifieU  by  capricious 
'  Djustice,  to  the  detriment  of  the  public. 
■     Id  the  direction  of  Sheffield,  the  Great  Western 
Railway   terminates  at  Rugby,  and  in  that  of 
Glasgow,  at  Preston.     The  defendants  had  endea- 
vored  to  baffle  the  plaintiff  by  refusing  to  trans- 
port his  packed  parcels  beyond  Rugby  upon  tho 
one  route,  or  beyond  Preston  on  the  other.     But 
be  Court  held,  that  having  held  themselves   out 
■  .  o  the  world  as  common  carriers  to  Sheffield  and 
_    o   Glasgow,  respectively,   they  could  not  evade 
.;  heir  obligations  to  transport  the  plaintiff's  parcel? 
o  those  points,  although  one  of  them  was  situated 
out  of  the  kingdom  of  England.     In  other  words, 
common  carriers  are  to  be  considered  as  such  for 
the  whole  route  over  which  they  undertake  to 
•CBvey,  be  it  within  the  limits  of  their  country  or 
beyond  it,  be  it  wholly  within  the   limits  of  their 
own  road,  or  partly  within  them  and  partly  be 
f  ond.     The  New  York  Supreme  Court  interpret 
tfee  duties   of  common  carriers  in  like  manner, 
and  have  declared  a  railroad   company,  who  con- 
tract to  carry  passengers  and  their  baggage  be- 
yond the  limits  of  their  own  road,  are  liable  for 
losses  which  occur  on  any  part  of  the  route,  in 
rflspect  to  which  the  contract  is  made. 

It  may  be  added,  that  our  State  Railroad  Law 
contains  a  general  provision,  authorizing  the  con- 
•traction  of  parts  of  lines  in  other  States  than 
Iheir  own.  This  can,  however,  only  be  done  by  a 
Tote  of  two-thirds  of  all  the  Directors  of  the  com- 
pany proposing  such  extension,  and  then  the  sec- 1 


be  deemed  a  connected  line  according  to  tiie  arti- 
cles of  association. 

In  the  case  of  the  Great  Western  Railway, 
above  mentioned,  the  defendants  further  ir.sisted 
that  inasmuch  as  tlie  plaintiff  had  refused  upon 
request  to  disclose  to  thera  the  contents  of  his 
packages,  he  thereby  lost  his  right  to  have  them 
transported.  But  it  was  hold  that  it  is  only  es- 
sential to  disclasc  the  contents  of  packag«s  when 
they  are  hazardous  or  when  they  exceed  a  certain 
value,  in  cases  regulated  by  the  Act  of  Parliament 
providing  for  the  extra  compensation  of  car- 
riers. ■      "     .■'•■■        .  ■  ■  ,    ■■  • 

But  while  common  carriers  arc  obliged  to  i>er- 
form  all  the  duties  which  fairly  belong  to  their 
vocation,  no  Court  will  compel  them  to  do  what 
they  are  not  considered  as  having  substantially 
engaged  with  the  public  to  do.  They  need  not 
receive  such  goods  as  would  be  a  nuisance  to  those 
availing  themselves  of  their  trains,  nor  are  they 
bound  to  receive  passengers  who  will  not  comply 
with  their  reasonable  regulations,  or  who  are 
guilty  of  grossly  offensive  behavior,  or  who  are 
disorderly,  or  who  use  their  vehicles  for  purposes 
manifestly  hostile  or  injurious.  See  Story  on 
bailments,  375. 

JciFerBOuvlIIe  Railroad. 

In  a  satatement  of  the  business  prospects 
of  the  Company,  published  in  New  York,  in 
April  last,  it  wjis  estimated  that  the  earnings 
of  the  Road  for  the  year,  would  not  bo  less 
than  $128,000.  It  will  be  seen  by  i-eference  to 
the  following  statement  furnished  by  the  Secre- 
taiy  and  Treiisurer,  that  the  earnings  for  the  year 
ending  81st  of  December,  have  exceeded  that  es- 
timate nearly  $20,000,  viz  : 

Transportation  of  Passengers S61,8I3  05 

"  Freight 81,643  8G 

"  Mail  Service 3,885  42 


It 


$147,842  38 
When  it  is  recollected  that  the  track  of  the  road 
was  only  laid  to  Rockford,52  miles,in  August,  1852, 
and  extended  to  Edinburgh  on  the  23d  of  Decem- 
ber; that  the  track  was  broken,  and  the  roadway 
greatly  injured,  by  the  unprecedented  flood  of  the 
24th  of  tho  same  month,  by  which  the  bjsiness  on 
more  than  one  third  of  the  whole  line  was  almost 
entirely  suspended,  until  March,  1853,  that  the 
Road  was  uufinished,the  track  rough  and  unballast- 
ed, and  for  a  considerable  part  of  the  year  had  to 
be  operated  almost  without  turnouts  or  side 
tracks,  it  must  bo  admitted  that  the  earnings  of 
the  past  year,  (notwithstanding  the  drawbacks 
above  mentioned,)  present  favorable  indications 
of  fair  future  business  and  income. 

Within  the  past  year  the  condition  of  the  Road 
has  been  greatly  improved,  by  ballasting  the  track, 
constructing  turnouts,  and  substituting  stone  piers 
and  abutments  in  most  of  the  important  bridges, 
which  had,  when  first  built,  been  placed  on  wood- 
en structures,  for  want  of  stone  accessible  to  the 
road,  there  being  no  quarries  on  the  line  affording 
suitable  material,  except  those  within  a  few  miles 
of  the  Ohio  river.  Tho  stone  for  the  bridge  across 
Flat  Rock  river,  was  carried  on  the  Road  from  the 
Company's  quarry  at  Silver  Creek,  a  distance  of 
more  than  sixty  miles.  And  the  gravel  for  ballast  I 
had  also  t»  be  hauled  a  long  distance,  there  being 
no  gravel  between  Jeffersonville  and  White  river, 
fifty-two  miles,  except  in  small  quantities,  which 
had  to  be  carted  to  the  road,  form  beds  of  small 
creeks,  at  heavy  cost. 

During  the  low  water  of  the  past  autumn,  the 
bridge  piers  and  abutments  have  been  generally 
well  protected  by  placing  around  them  large  quan- 
tities of  broken  stone,  and  they  are  now  consider- 
ed in  safe  condition. 


The  extraordinary  flood  of  last  winter,  which 
ioni  of  the  said  railroad,  within  this  State,  are  top'^'"'^  several  Roads  in  Indiana,  proved  that  .the 


grade-line  adopted  by  tlio  Engineer  when  con- 
structing our  road,  was  not,  at  some  i>oiiits,  sufli- 
ciently  elevated  to  free  the  track  at  all  times  from 
inundatioti,  and  we  have,  during  the  past  summer, 
raised  the  grade  from  one  to  two  feet  in  height, 
and  increased  the  widtli  and  strength  of  the  em- 
bankments at  such  points  as  the  fVeshet  of  the 
previous  winter  Lad  shown  to  be  defective.  It  was 
deemed  of  great  importance  to  the  interests  of 
the  Company  to  substitute  stone  piers  and  abut- 
ments in  place  of  wooden  structures,  at  the  prin- 
cipal bridges,  jind  to  plac  t!ic  track  above  tin- 
highest  known  freshets,  an  ;  prepare  the  Road 
for  active  business  at  all  seasons.  The  whole 
road,  except  a  few  miles  not  yet  ballasted,  was 
put  in  good  position  through  the  summer  and  fall, 
and  our  passenger  trains  are  running  over  it  at  an 
average  speed  of  30  miles  per  hour. 

To  make  these  improvements,  and  at  the  same 
time  operate  the  Road,  and  keep  up  its  regular 
business,  required  great  care  and  attention  to  pre- 
vent accidents  or  injuries  to  the  trains,  and  those 
employed  upon  the  work,  and  with  the  high  price 
of  labor  last  year,  required  a  heavy  exi)endituro 
not  included  in  any  previous  estimate. 

Lumber  has  been  purchased,  and  is  now  seasoik- 
ing,  preparatory  to  covering  the  principal  bridges, 
to  prevent  them  from  decay.  They  are  expensive 
structures,  and  it  is  important  that  this  protection 
should  not  long  be  neglected,  as  exposure  of  the 
timber  will  in  a  short  time  render  them  unsafe, 
and  their  renewal  would  be  a  heavy  tax,  compared 
with  the  expenditure  required  to  cover  them. 

The  business  of  the  Road  in  transportation  of 
hogs  the  past  season,  has  fallen  short  of  our  anti- 
cipations, and  far  below  the  estimate  of  dealers  in 
pork,  before  the  commencement  of  the  slaughter- 
ing season.  The  whole  number  of  hogs  carried 
on  the  Road,  may  be  estimated  at  43,000.  A  large 
increase  of  this  trade,  over  that  of  the  previous 
year  had  been  anticipated,  and  ample  i)rovision 
was  made  for  it,  botli  in  motive  power  and  rolling 
stock,  so  that  with  corresponding  promptness  on 
connecting  lines,  we  could  have  readily  carried 
double  the  number  of  hogs  i)resented  for  transpor- 
tation. The  most  prominent  cause  contributing 
to  reduce  the  anticipated  business  from  this  source 
was  the  low  price  offered  by  those  engaged  in  that 
tnaffic.  Much  of  the  crop  of  last  season,  part  in 
barrelled  pork,  and  the  residue  in  bacon,  after  it 
shall  have  been  cured,  has  yet  to  find  its  way 
to  market  and  the  carrying  of  this  product 
will  be  distributed  through  several  months,  instead 
of  being  confined  to  the  slaughtering  season. 

Wc  have  purchased  the  last  year,  six  first  class 
locomotives,  four  of  which  wcro  placed  on  the 
road  preparatory  to  the  business  of  tiie  fall  and 
winter ;  the  other  two  are  finished,  awaiting  the 
settlement  of  the  Erie  difficulty,  when  they  will 
be  sent  forward.  Upon  the  receipt  of  these,  we 
shall  have  on  tho  Road  and  branch,  nineteen  loco- 
motives; and  no  further  expenditure  will  probably 
be  required  for  the  purcha.se  of  motive  "power  for 
the  road  now  constructed,  for  two  or  three  years. 

To  accommodate  the  increase  of  freight  and 
travel  upon  the  line,  it  will  be  necessary  to  add 
largely  to  our  stock  of  freight  cars,  the  approach- 
ing spring  and  summer,  and  to  the  stock  of  pas- 
senger cars,  at  least  a  sufficient  number  to  fit  out 
an  extra  train,  whenever  it  may  be  thought  neces- 
sary to  do  so ;  and  this  contingency  will  probably 
often  occur  after  tho  connection  is  completed  of 
the  Ohio  and  Missi.ssippi  Road,  from  Cincinnati  to 
our  line.  The  ballasting  of  the  unfinished  portion 
of  the  road,  will  be  completed  early  in  the  sum- 
mer. The  track  should  be  re-spiked  and  surfaced, 
and  the  entire  line  from  Jeffersonville  to  Edin- 
burgh, will  then  be  in  such  condition,  that  a  high 
rate  of  speed  (sixty  miles  per  hour,)  may,  if  ne- 
cessary, be  attained,  with  as  little  hazard  to  tho 
safety  of  the  trains,  as  upon  any  road  in  the  coun- 
try. 

In  the  expenditure  of  the  past  year,  charged  to 
construction  account,  is  embraced  the  outlay  for 
the  engine  shop  and  car  shop,  erected  at  Jeffer- 
sonville. These  are  substantial  two- story  brick 
buildings,  and  with  small   additional   outlay  for 
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tools,  will  add  greatly  to  our  facilities  for  tbe  eco- 
nomical repair  of  ingiiii-s,  .uid  the  construction  and 
repair  of  cars.  Nearly  all  the  frciglit  and  jtlat- 
form  cars  in  use  on  the  road,  all  the  baggage  and 
express  cars,  and  part  of  the  passenger  cars,  have 
t)een  built  at  our  own  shops,  at  greatly  reduced 
cost,  from  the  prices  charged  for  tlie  same  (quality 
of  stock  procured  from  other  shops. 
Cost  of  Road  from  Jeflersonville  to 

Edinburgh,   seventy-eight  miles, 

inclusive  of  engines   and  rolling 

stock,  to  ;n.st  December,  1853..   ?fl,18G,118  40 
Average  cost  per  mile,  S'15,207  00 
Locomotives  and  rolling  stock  on 

same 233,409  92 


$1,419,081  41 
Cost  of  Shelby  ville  Road,  IG  miles, 

with  expenditure  for  new  track, 

engines  and  rolling  stock 275,578  37 

For  locomotive  and  cars  on  Rush- 

ville  Road  paiil  by  this  Company  8,101  GO 


Total  expenditure  for  04  miles  and 
equipment 81,703,208  47 

Average  per  mile,  in- 
cluding equipments,  ;$18,1 20  00  ' 
The  capital  stock  of  the  Company  issued  to  the 

1st  of  January,   1854,  is  061,222  01. 

Earanings  of  the  Road  to  same  date, 
including  excess  of  receipts  for 
four  months  of  1852 S170,683  28 

Running  expenses,  stationery,  inter- 
est, (including  interest  on  Road  -  -•  • 
bonds,  and  bonds  of  the  cities  of 
Louisville  and  Jeffersonville  paid 
by  this  Company,)  exchange,  re-  "  .  , 
pairs  of  machinery,  salaries,  Lix- 
es,  &c., 


120,023  G2 


Balance nett  earnings. 


6'50,G50  G6 

•  On  the  28th  of  January,  a  dividend  of  six  per 
cent,  was  ordered  to  be  paid  in  stock  from  the  nett 
earnings  of  the  Road,  to  1st  of  January,  1854, 
which  on  the  capital  stock  abevc  staled,  will 
amount  to  $57,673  37,  and  will  leave  a  balance  of 
net  earnings,  of  $1,065  29. 

The  expenses  above  stated  compared  with  the 
gross  earnings  of  the  past  year,  may  api>ear  large 
and  dlsproportioned.  The  deduction  from  gross 
earnings  includes  not  only  the  interest  upon  all 
the  road  bonds  and  city  bonds  sold  by  the  Com- 
pany, printing,  stationery,  salaries  of  officers,  de- 
pot clerks,  station  agents,  train  hands,  repairs  of 
machinery ,and  all  other  running  expenses,  in  trans- 
portation of  freight  and  passengers,  but  includes 
also,  the  expenses  on  account  of  hauling  ballast, 
rock  and  other  material  for  the  roadway  and  in 
tilling  up  depot  grounds  at  Jeffersonville,  and  .ilso 
includes  the  expenditure  for  a  large  quantity  of 
wood  paid  for,  which  will  bo  used  the  present  year, 
while  at  the  commencement  of  the  year,  there  was 
very  little  wood  on  hand.  The  expenses  properly 
chargeably  to  operating  the  Road,  will  hereafter 
be  greatly  reduced,  in  proportion  to  gross  and  nett 
earnings  heretofore  shown. 

The  present  liquidated  unfunded  debt  amounts 
to  $87,354  39.  This  sum  will  be  somewiiat  in- 
creased by  the  contracts  which  are  being  executed 
for  machinery  etc.,  and  by  the  settlement  of  unad- 
justed accounts.  When  all  the  contracts  of  the 
Company  shall  have  matured,  the  floating  debt 
may  be  increased  to  a  sum  not  exceeding  SIGO,- 
000.  A  large  portion  of  the  floating  debt  is  creat- 
ed in  the  purchase  of  cross-ties,  spikes,  chairs,  and 
heavy  T  rail  for  the  Shclbyville  branch  and  in  re- 
laying the  track,  which  was  originally  constructed 
with  a  plate  rail.  With  it.are  connected  at  Shclby- 
ville, the  Knightstown  Road,  27  miles  in  length, 
and  theRushville.  20  miles.  The  twolattvr  Roads 
are  under  lease  to  the  Shclbyville  Branch  and  their 
business  during  the  unexpired  tc-rm  of  the  lease, 
is  to  be  done  over  the  Shclbyville  Road.  Its  tho- 
rough repair  having  become  nccfssary,  the  direc- 
tory decided  that  the  better  mode  of  rei.air  was 
to  relay  the  track  with  a  heavy  rail,  about  two- 
thirds  of  which  is  completed.  While  this  Improve 


ment  has  increased  the  cost  of  the  Road,  it  has 
at  the  same  time  added  to  the  security  of  tli<'  Lest 
issue  of  Bonds,  for  the  amount  of  iron  and  other 
expenditures  incurred. 

We  now  own  04  miles  of  road  in  oi)eration,  and 
control  by  lease  47  miles  of  connecting  Roads. — 
The  business  and  earnings  of  the  Shclbyville  Road 
have  heretofore  been  kept  separate  and  distinct 
from   those   of  the  Jeflersonville.     It  is  intended 
hereafter  to  place  the  wliol«  under  one  control  and 
management.    This  will  at  least  save  the  expense 
of  one  set  of  oflicers,  and  will  doubtless  in   other 
respects  be  to  the  interest  of  the  stockholders  in 
the  main  line.     The  expenditure  on  the  Road  be- 
tween Jeffersonville  and  Edinburgh  to  tlic  31st  oi 
December  last,  for  construction  of  way,  real  es- 
tate, salaries,  interest.discount  on  bonds,  exchange 
motive  power,  rolling  stock,  depot  buildings,  shops 
&c.,   is   $1,419,681  41,   and   including   the   Shel 
byville  Road,  together  with  the  expense  of  relay 
ing  the  track  with  T.  rail,  and  also  the  locomotive; 
and  rolling  stock  purchased  from  branch  roads 
is  81,703,208  47. 

The  extension  of  the    Indiana  Roads  to  tin 
Lakes  the  past  year  was  consumated  too  late  t 


135 


add  materially  to  the  earnings  of  this  road.    Th^ 


connections  now  aUbrded  by  roads  from  Indian 
polls  to  Lake  Erie  and  the  E;istern  Cities,  by  linej 
through  Central  and  Northern  Ohio,  with   whic 
arrangements  for    through    business  have   bee 
made,  will  add  greatly  to  the  general  business  df 
the  Jeffersonville  Road.  The  outlet  recently  operj- 
ed  to  Lake  Michigan  and  Chicago  is  already  induc- 
ing considerable  travel  and  trade  over  our  line 
that  direction,  and  this  must  be  vastly  increas 
upon  the  completion  of  the  Louisville  aud  Naslj 
ville  Road  which  will  constitute  tha  Jeff^rsonvil 
Road  a  connecting  link  between  the  North  a; 
South 

Notwithstanding  t';e  drawbacks  before  refern 
to,  the  business  of  the  past  year  exceeded  the  e 
timate  of  the  Company  as  before  shown.  The 
earnings  were  produced  mainly  from  local  bu 
ncss,as  our  connections  with  other  lines  and  arran, 
ments  for  through  travel  and  freights  were  n 
perfected  in  time  to  add  much  to  our  general  bh- 
sincss  for  the  year  just  closed.  Upon  all  Roaas 
tho  operations  for  the  first  year  are  always  embir- 
rased  by  contingencies  which  no  foresight  ckn 
guard  against,  and  which  experience  only  can  dfs- 
cover  and  overcome.  It  also  requires  time  for  bu- 
siness to  adapt  itself  to  new  channels  opened  for 
outlets  of  sm-plus  products  to  market,  and  tiie 
same  may  bo  said  in  reference  to  new  routes  for 
travel ;  time  i.s  required  for  the  route  to  becoiie 
known  before  it  can  command  attention  and  ])a- 
tronage,  and  its  business  lor  a  few  months  or  ly, 
cannot  be  taken  as  the  measure  of  its  future  use- 
fulness and  profit. 

We  shall  commence  the  business  of  the  sec<  nd 
year  freed  frem  many  disadvantages  under  wh  ich 
the  business  of  the  pixst  year  was  prosecuted,  imd 
may  justly  calculate  ui)on  a  large  increase  of  Iccal 
tratUc  as  well  as  through  business,  in  connection 
with  roads  now  in  operation. 

One  of  the  most  important  sources  of  new  b  isi 
ncss  will  be  the  Ohio  and  Mississippi  Road  wh  ich 
will  shortly  be  opened   from  Cincinnati   to   the 
Jeflersonville  Road,  50  miles  from  our  southern 
terminus.     As  soon  as  this  connection  is  comijlct- 
♦  l,  the  two  roads  will  form  the  great  routo  of 
travel  between  Louisville  and  Cincinnati.     I^   is 
estimated  that  there  are  at  lejist  500 
daily  between   these  cities.     The  charg<i   l>y 
boats  is  S2  50  jxjr  passenger,   and  the  tiinle  i:i 
from  10  to  17  hours,  subject  to  frequent  vexatiious 
delays,    aud  at  times  to   total  interruption  from 
ice  and  low  st;»ges  of  water  in  the  Ohio.      The 
time  by  railroad  will   be   reduced    to  six   hours 
between  those  cities,  and  the  fare  about  the  same 
as  chaigcd  by  the   boats.     There  is  also  a  vast 
amount  of  commerce  between    those  two  cit  es, 
much  of  which  will  be  performed  by  railroad> 
When  this  connection  is  compkted   these  roads 


loat  mast  fo^  the  best  extensioD  to  Indiaua- 
>olis  and  to  Lake  Michigan  and  Cliicago.  Wiih- 
n  tw  o  years  from  the  present  time  the  Jeflersou- 
kille  Road  w ill  form  an  important  part  of  one  of 
jthe  greatest  Northern  and  Southern  lines  of  rail- 
roadjin  the  l|nited  States. 

Tic  operations  of  the  road  for  the  first  year  nqt 
only  show  a  satisfactory  result  in  itself,  but  equal- 
ly s)  when  compared  with  similar  works  in  the 
West.  The  efcruings  of  the. Cincinnati,  Hamiltou 
and  Dayton  l^oad,  with  a  line  of  GO^jj'  miles,  the 
first  year,  w^re  S-241,426  00,  or  S3,990  00  per 
mil( .  This  \|as  on  a  capiul  invested,  of  $2,C59,- 
053  00.  Were  the  earnings  of  tbe  Jeffersonville 
Rojdonly  3120,000  00,  it  would  be  equivalent 
to  tiis,  if  wo  compare  the  two  investments.  The 
cartings  of  the  Eaton,  Hamilton,  Richmond  aud 
Miami  line,  i  CO  miles,  for  the  first  year  were 
$131,114  00  or  Sl,755  00  per  mile.  The  Indiana- 
polis and  Bellefonlaine  road,  84  miles,  cost  $1,- 
60(1000  00.  Its  gross  earnings  the  first  year  were 
Sla0,500  00,  or  1,703  00  per  mile.  The  earnings 
of  the  Terra  Haute  Road  the  first  year,  with  « 
mil  age  of  712  miles,  were  $105,043  00,  or  $1,472 
00  per  mile.  The  earnings  of  the  JcfloraoDvillc 
Ro  id,  upon  fi  mileage  of  78  miles,  were  $147,342 
00,  or  1,000  00  per  mile.  Tho  total  cost  of  tho 
two  latter  roads,  including  equipments,  are  verj- 
nej  ,rly  the  same,  the  diU'erence  being  say  $5,000.00. 
Thp  Terre  Uautc  is  well  known  to  be  one  of  the 
highest  piiced  Western  stocks.  A  comparison 
with  the  first  year's  operations  of  other  roads,  it 
is  peliered,  would  show  results  equally  favorable 


to 


this  road. 


!^o  accurate  estimate  can  be  made  of  the  bu- 
sii  ess  of  tine  road  for  the  present  yea» ;  that  it 
wi  II  greatly  exceed  that  of  the  past,  caimot  be 
doubted.  The  annual  increase  of  business  on  new 
ro^ds  is  very  great.  The  gross  receipts  of  the 
Tirre  Haute,  the  second  year,  to  31st  Deceml>er 
lait,  were  $177,970  00,  aud  increase  of  more  than 
"d  per  cent.  A  similar  rate  of  increase  in  tbe 
e;|rnings  of  the  Jeffersonville  Road  will  make  its 
receipts  for  the  present  year  more  than  $260,000 
The  etirniugs  in  January  1853,  were  only 
$4,735  44;  returns  of  the  busmess  in  January 
1854,  have  not  been  received  from  all  the  stations, 
npr  from  rOiuis  with  which  wc  have  arrangements 
fir  through-  business,  but  enough  is  now  known 
at  the  principal  oflicc  to  induce  the  belief  that 
the  earnings  for  the  month  have  been  about  $18,- 
ObO  which  would  be  an  increase  of  more  than 
^3,000  over  tho  earnings  of  the  corresponding 
ijonth  of  the  previous  year,  and  furnishes  an  in- 
(licalion  that  the  business  of  the  road  Uic  present 
3  car  will  not  be  less  than  $250,000.  It  is  con- 
i  dently  l^licvcd  that  if  the  floating  debts  of  the 
(lompany  were  now  funded,  the  earnings  of  the 
I  oad  after  paying  running  expenses,  and  interest 
1  ipon  the  funded  debt,  will  be  such  as  to  enable 
1  he  Compsuiy  to  pay  fair  cash  dividends  to  the 
Jtockhold€rs,  anJ  create  a  fund  to  retire  the  mort- 
gage bonds  issued  by  the  Company  as  they  be- 
tome  due. 

The  funded  debt  for  the  issue  of  bonds,        '-  - 
to  mature  in  1861,  is $-280,000 

For  thoee  to  mature  in  1873 300,000 


1 


Total  Road  bonds  sold. ..........  $589,000 

Since  the  last  annual  report,  a  temporary  ar- 
tangemcut  has  been  made  with  the  Madison  and 
Indianapolis  Company,  for  the  joint  use  of  its 
00  p.issentcrs  track,  from  Edinburgh  to  Indianapolis,  a  distance 
large  byftha  of  thirty  miles.  Negotiations  are  jK-uduig  for  the 
I)urp(>Ke  of  making  a  j)ormanent  arrangement.  As 
tho  route'  for  this  distance  is  common  to  both 
lines,  and  as  one  road  may  be  made  to  afford  all 
the  necessary  accommodations  to  both  Comp.anies, 
by  layin*  down  hcreafler  a  double  track  on  the 
same  right  of  way  and  same  grade,  it  is  the  dic- 
tates of  prudence  and  common  sense  to  enter  into 
some  mutual  arrangement  which  shall  save  a 
large  expense  to  both  Companies.  To  accomplish 
such  a  result,  the  Jeffersonville  Company  are  dls- 
will  form  an  important  part  of  a  line  of  one  of] posed  to  propose  liberal  terms  to  the  other  Com- 
pany. Should  however  all  efforts  to  efifcct  a  fair 
and  satisfactory  arragement  fail,  the  Jeffersoorille 


tha  great  routes  of  travel  and  commerce  between 
the  South  and  the  North,  and  the  Jeffersonville 
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Company  will  at  the  expiration  of  tho  present 
t«mporary  contract,  proceed  at  once  to  continue 
their  line  to  Indianapolis.  The  country  traversed 
by  the  line  of  extension  is  deeply  interested  in 
having  ready  access  to  the  City  of  Louisville 
That  interest  was  clearly  manifested  during  the 
prosecution  of  the  surveys,  by  the  tender  of  ad- 
ditional subscriptions  to  our  stock,  for  the  purpose 
of  constructing  the  graduation.  The  same  motive 
power  and  rolling  stock  necessary  for  the  present 
road  would  do  the  business  on  the  entire  line  with 
comparatively  little  or  no  additional  expenditure 
for  equipment.  That  the  business  of  the  Jefler- 
sonville  Road  will,  with  the  important  lines  soon 
to  be  connected  with  it  from  the  South,  require 
the  extension  to  Indianapolis  of  an  independent 
line,  or  such  arrangement  as  will  place  us  in  a 
position  equally  favorable  there  can  be  no  doubt. 
WM.  G.  ARMSTRONG,  President. 
February  3d,  1854. 
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Stock  and  Money  Markets 

The  improvement  noticed  last  week  is  fully  sus- 
tained. The  stock  market  shows  a  good  deal  of 
firmness,  with  an  upward  tendency.  There  has 
also  been  a  better  demand  for  securities,  particu- 
larly on  foreign  account,  which  is  exciting  a  favor- 
able effect  upon  our  money  market.  First  class 
Bonds  are  gradually  working  off.  The^sale  is  still 
limited,  but  the  rapid  curtailment  of  expenditures 
upon  railroads,  has  lessened  the  demand  for  mon- 
ey, but  not  in  equal  ratio.  On  the  whole,  there 
has  been  a  decided  improvement  since  the  new 
year,  and  as  many  believe,  a  still  tietter  prospect 
for  the  future. 

The  following  is  a  detailed  statement  of  the  de- 
posits and  coinage  of  the  Mint  for  the  month  of 
February  : 
Gold  Bullion  deposited —  ' 

From  California $2,461,000 

From  other  sources 63,000 


Total  deposits  in  Feb S2,5 14,000 

Total  de|  losits  in  Jan 4,216,579 

Silver  Bullion  deposited 1,166,000 

GOLD    COINAGE. 

Double  Eagles 154,297    $3,085,940 

SILVER. 

Hall  Dollars 274,000       $137,000 

Quarter  Dollars 1,240,000         310,000 

Dimes 130,000  13,000 


Total 1,644,000       $100,000 

COPPER. 

CenU $1,222  17 

Toul  coinage  of  Gold $3,086,9J0  00 

Total  coinatje  of  Silver 400,000  00 

Total  coinage  of  Copper 1.222  17 


ToUl $3,547,162  17 

The   deposits  of  the  year,  thus   far,   compare 
with  those  of  last  year  as  follows  : 

.-7'-^.:.,r.-.>r:  ■  /:    :^  1853.  1864. 

JanuaTy ................  $4,962,962    $4,215,579 

February 3,584,523       2,514,000 


Total  in  2  months $8,647,486    $6,729,570 

The  falling  off  from  last  year,  owin?  to  the  se- 
TCrity  of  the  rainy  season  in  California,  is  quite 
large,  but  it  will  probably  be  made  up  in  future 
supplies. 

The  exports  of  specie  since  January  1st,  have 
not  exceeded  $3,000,000,  while  the  receipts  of 
fold  dust  have  been  nearly  $7,000,000;  showing 
»  baUoM  in  faror  of  tb«  couotrj  of  $4,000,000, 
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NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence.  ..Maine 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H, 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord ....  " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass, 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City. .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington. . . .  " 

Troy  and  Rutland " 

Troy  and  Boston " 

WatcrtoMrn  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

PUljMl.,  Wilmiojiton  tuA  Bait.  " 
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1,043,357 
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23,496 
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NAME  OF  COMPANY. 


Pennsylvania  Central Penn. 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Go " 

Baltimore  and  Ohio Md. 

Washington  branch j  .  •     " 

Baltimore  and  Susquehanna..     "   ■ 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 
Rich.,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

r  Wincheeter  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Qreenvllle  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Gleorgia  Central Qa. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  (Jeorgia. .  Tenn. 

Nashville  and  Chattanooga. . .  " 

Covington  and  Lexington Ky. 

FranWbrt  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexiington " 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus ,  Piqua  and  Indiana .  ' ' 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Indianopolis  and  Cincinnati..  "    • 

Lafayette  and  Indianapolis ...  " 

Madison,  Indianapolis  &  Peru  " 

Peru  and  Indianapolis " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.'  N.Mich. 

Michigan  Central...  « 

^•«W« V/.V.V,  Mo. 


B 
V 

p. 
o 

m 


250 

80 

47 

381 

38 

57 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

55 

93 

33 

88 

60 

80 

125 

38 

29 

65 


.a 

'3 


§• 
o 


9,768,155 


13,118,902 
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13,600,0001,943,827    617,626  . 
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173,867 
200,000 

"563,666 
640,000 
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707,968 
120,000 
1,134,698 


300,000 
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1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,574 


1021 

2,033,420  798,193  7   68 
348,622  216,237  8 
413,673  152,536  . . . 


227,5931  72,370  7 


122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
510,038 


77 
70 
74,113  none;  40 


113,256, 


418,187 

1,214 

163,000 


150,000 


400,000 


541,000 

850,000 
900,000 


1,142,200 
1,600,000 


408,200 


2,668,402 

900,000 

2,387,200 


1,750,700 


750,000 
1,291,000 


1,128,486 


135 


2,047,700 


632,387 


92 
815 
:282 
188 


2,400,000 


1,932;  361 
2,800,000 
4^6,700 
1,000,OOQ 


500,000 

*66o",666 


In  prog. 

7,002,3961,000,717 
In  prog,  i 

3,465,879 


99,077'  10 
42,736  none 

12 

163,898  6 


609,711  7 


1,277,334 
In  prog. 

748,525 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
584,902 


In  prog. 
3,279,908 


986,074 
934,424 
278,739 
59,590 
129,395 


173.542 


535,608   8 
456,468   7}4 
149,%0   9 

21,731  .. 

71,535   8 


100 


50 

98 


76,079^  8 


87,4211     44,250 


432,682 


3,665,000    777,793 
2,000,000! 


267,278   10 


483,454  12 


482,000 
1,000,000 
1,767,000 


2,460,000 


800,000 
300,000 


1,289,000 


1,241,300 
'663,166 


4,000,000 


500,000 
3,741,664 
3,977,563 

noD«. 


2,659,653!    321,793 

In  prog.     ! 

925,000{Recently 
In  prog.     I 


In  prog.     I 

3,169,733!    667,559 

1,866,000! 

4,110,1481  640,618 

In  prog.     I 


,^: 


In  prog. 


ecently 


200,967 


opened. 


362,133 
113,4611 


10 


126 

lis' 
ibi 


63 
80 


46 
91 

101 


121 

65 


104 1 
62 


66 


109i 


opened. 


Recently 


l,267,714t   817,000 
In  prog.     ;    287,506 


opened.   ' . . . . 
168,600   10 


77i 
79 


"        {Recently  opened. 
1,869,932  Recently  opened,    j 

'opened. 
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£dwin  F.  Johnson  upon  the 
(         Pacific  Railroad. 

wc  Lave  published,  and  have  for  sale,  E.  F. 
Johnson's  recent  work  upon  the  Pacific  Railroad. 
Mri  Johnson  is  admitted  to  he  one  of  the  first  En- 
gineers in  tins  country,  and  his  reputation  is  a 
gofd  guaranty  that  the  subject  under  discussion 
ha^  been  thoroughly  considered  and  discussed. 
Trie  work  is  illustrated  by  a  large  map,  showing 
all  the  proposed  routes,  a  profile  of  the  Northern 
R^ute,  a  map  of  the  mountain  chain  traversed  by 
it,iand  seven  lithographic  views  of  various  points 
upon  its  line.  The  whole  work  is  elegantly  got 
uj,  and  makes  a  volume  of  176  Pages,  Octavo. 

iPersons  wishing  to  procure  copies  of  the  above 
w^rk,  by  forwarding  one  dollar  to  our  address, 
c$n  have  a  copy  of  the  same  with  the  maps,  for- 
warded by  mail  post  paid. 

DMtjr  on   K«llroa«l  Iron. 

The  meeting,  to  take  into  consideration  the  sub- 
ject of  the  removal  of  the  duty  on  railroad  iron, 
notified  in  our  last  week's  pajier,  was  held  on  Sat- 
urday evening,  at  the  Astor  House,  in  this  city! 
About  30  companies,  numbering  some  of  the  lar- 
gest and  most  influential  in  the  United  Staves, 
wpre  represented.  A  committee  of  five,  consist- 
itfe  of  Hon.  Samuel  F.  Vinton,  Noah  L.  Wilson, 
Jtohn  Striker,  George  Ashmun,  and  Henry  V.  Poor, 
<Mas  appoiated  to  take  the  matter  in  charge,  who 
^ere,  by  resolution,  "  requested  and  empowered 
U  take  such  measures  for  the  removal  of  the  duty 
Oft  raihoacl  iron,  as  they  may  deem  expedient  and 
IJ^oper;  and  especially  that  by  memorial,  or 
otherwise,  they  cause  this  subject  to  be  brought 
b^fore;^  the  Congress  of  the  United  SUtes  at  as 
ekrly  a  day  as  practicable." 
["We  learn  that  the  committee  have  already 
tfken  steps  to  secure  the  co-operation  of  the  rail- 
i-Oad  companies  throughout  the  country,  without 
which,  there  is  little  prospect  that  the  proposed 
repeal  of  tJlie  duty  can  be  eflTected.  This  done, 
they  will  Immediately  bring  this  subject  to  the 
alttcntion  of  Congress. 


Michlgnn  Central  Kallroad  Co.'«  Boat*. 

The  Central  Company  are  building  two  boats 
tp  form  their  lake  connection  on  the  opening  of 
ijavjgatioft.  For  size,  accommodation  and  luxuri- 
ous finish  these  will  suqjass  anything  on  Western 
waters,  and  the  chief  points  anything  wi/irrunninf 
on  the  Hudson  River  or  Long  Island  sound.  The 
length  of  each  of  these  boats  is  .148  feet ;  depth 
«f  hold  15  feet ;  breadth  of  deck  across  guards 
72^^  feet.  Engines,  81  inch  cylinde.-,  12  feet  stroke 
and  1500  horse  power.  Wheel  39  feet  face; 
buckets  11  feet  width.  There  are  127  slate 
rooms,  of  which  04  conUin  double  beds. 

The  engines  are  building  at  the  Allaire  Works 
Of  this  city.  The  boats  completely  finished,  are 
expected  to  cost  $250,000  each.  Their  names  are 
Pluwoutk  Hock  and  ll'esUra  WorU. 

KriW  Railroad— Chanire  of  OAccra. 

The  Superintendent  of  this  road,  Charles  Minot 
Esq.,  has  resigned,  and  will  leave  his  post  about 
the  first  of  May.  Hia  place  is  to  be  filled,  we  un- 
derstand, by  D.  C.  McCallura  Esq.,  of  Owego, 
formerly  a  Division  Superintendent. 

We  also  understand  that  Mr.  McAlpine  has  vir- 
tually left  the  road,  though  he  may  still  be  nomi- 
nally in  the  employ  of  tbe  company. 


■  i--- 
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East  Tennessee  and  Virginia  ICallroad. 

We  li.'ivf  received  tlio  fourth  imiiual  rii>ort  of 
the  Directors  of  this  roufl,  and  gather  from  it  the 
following  pa  ticulars  of  it^!  progress  and  condi- 
tion. 

A  new  organization  of  the  Engineer  force  has 
been  m»dc,  under  which  51.  Lj'nch  is  Chief,  and 
Robert  L.  Owen  and  Robert  C.  Morris  Principal 
Assistant  Engineers. 

Much  of  the  line  hxi  been  placed  on  a  now  lo- 
cation, for  the  reduction  of  grades,  etc.  The  work 
of  construction  is  steadily  progressing.  The  E-ist- 
em  division  from  the  Virginia  lino  to  Bull's  Gap, 
74?8  miles,  it  is  estimated  can  be  finished  during 
the  present  year.  Tho  Western  division,  from 
Bull's  Gap  to  Knoxville,  is  about  one  third  graded 
and  the  masonry  nearly  one  half  comj)leted.  The 
whole  road  is  ISO^g  miles  long,  and  is  estimated 
to  cost  as  follows  : 

Graduation S537,80f* 

Masonr}- 168,053 

Bridge  Sui)cr«tructuro 72,129 

Ties,  track  laying  and  contingencies ....    120,908 

Total  for  Road-bed,  exclusive  of  iron . .  S'898,898 

The  bonds  of  the  State  to  be  issued  at  $8,000  a 
mile,  with  the  successive  opening  of  each  30  miles 
of  the  road,  arc  relied  on  to  provide  iron  and 
equipments. 

The  payments  made  on  account  of  construction, 
including  20  per  cent,  retained  on  work  in  progress, 
np  to  Nov.  24tb,  1853,  were  about  $318,000,  leav- 
ing $580,898  to  be  expended,  to  prepare  the  road- 
way for  the  iron.  The  Balance  due  and  means  in 
hand  are  S573,6o8  50  ;  which  as  $193,970  of  work 
in  hand  is  made  paj'able  in  stock, leaves  a  balance 
of  assets  over  estimates  of  $186,736  50 ;  believed 
to  be  sufficient  to  meet  loss  upon  stock, land  dama- 
ges, and  discount  upon  County  Bonds. 

The  grade  of  the  road  is  as  follows : 

Level,  13  miles,  3,219  feet. 

•      0    to  20  feet,  14     "  200  " 

20     "  40    "  18    "  3,010  " 

40      "  60    "  23    "  1,912  " 

CO     "  C8    "  CO    "  •  5,079  " 


Total,        130    "  2,950  " 

Two  lines  have  b«en  examined  with  reference 
to  couaections  with  Norfolk,  Va.,  and  Charles- 
ton S.  C. 

One,  leaving  the  E.  T.  &  V.  R.  R.  0>^  miles 
east  of  Jonesboro'  passes  to  the  summit  of  the  Blue 
Ridge  in  North  Carolina,  60  miles,  and  thence  to 
Morgantown,  Raleigh  and  to  Norfolk;  making  a 
line  of  about  the  same  length  as  that  via  the  Vir- 
ginia and  Tennessee  and  Norfolk  and  Petersburg 
roads.  A  saving  of  30  miles  can  be  made  in  the 
North  Carolina  route,  by  a  connection  of  tho  Cen- 
tral road  at  Ilillsboro  with  the  Gaston  road  at  Hen- 
derson N.  C. 

The  other  line,  looking  towards  a  connection 
with  Charleston,  leaves  the  E.  T.  &  V.  R.  R.  }^ 
mile  west  of  Greenville,  and  extends  60  miles  to 
Ashville,  N.  C.  From  Ashville  to  Norfolk,  with 
the  Central  and  Gaston  connection  before  named, 
the  distance  is  381  miles,  or  20  miles  nearer  than 
by  the  Virginia  route.  From  Ashville,  via  Spar- 
tarnsbug  and  Columbia,  to  Charleston  is  324  miles. 

Reslcnatlon* 

John  Brough,  Esq.,  has'resigned  the  Presidency 
of  the  Madison,  Indianapolis  and  Peru  Railroad, 
and  has  been  succeeded  by  Dr.  E.  W.  II.  Ellis,  of 
Indianapolis. 


"ICallway  Slachiuery." 

We  have  Parts  21  ajid  22  of  this  work,r«ceived 
at  the  hands  of  George  Falconer,  Esq.,  Agent  for 
Blackie  &  Sons,  117  Fulton  street.  We  have  be- 
fore expressed  our  opinion  of  this  work  and  need 
say  but  little  more  than  to  reaffirm  it.  The  work 
presents  a  consecutive  rrA/itV  of  the  entire  struc- 
ture and  principles  of  the  locomotive.  It  does  not 
deal  in  opinions,  nor  in  vague  ma.sses  of  undigested 
matter,  but  in  .strict  principles,  and  their  practi- 
cal applicatior..  It  is  authorihi  for  the  builder,  an- 
gineer,  master  mech.inic,  operative,  and  student ; 
and  what  work  can  be  more  1  In  i)erfection  of 
execution  and  profusion  of  illustrations  it  ranks 
above  any  similar  work.  With  two  or  three  num- 
bers more  it  is  expected  to  be  completed,  when 
there  may  be  greater  difficulty  than  at  present  in 
filling  complete  sets.  Wo  invariably  advise  our 
engineering  friends  to  procure  and  study  "  Clark." 
The  8th  number  of  the  Engineers'  and  Machinists' 
Drawing  Book  is  also  received  by  the  same  agency, 
in  style  corresponding  with  "  Railwav  M.ichine- 
ry." 


"Sew  Locomotive--**  Superior.*' 

With  our  present  issue  we  give  a  fine  represent- 
ation of  tho  locomotive  engine  "  Superior,"  just 
completed  by  the  New  York  Locomotive  Works, 
for  the  Hudson  River  Railroad,  and  noticed  in 
another  column  of  the  Journal.  Those  who  are 
acquainted  with  such  work,  will  perceive  an  excel- 
lent combination  of  favorable  features,  such  as 
will  establish  a  good  reputation  for  the  builders, 
besides  adding  materially  to  the  working  facilities 
of  the  road  for  which  it  has  been  designed  and 
constructed.  Very  few  engines  have  been  built 
in  this  country  having  a  better  combination  of  du- 
rability, lightness,  beauty,  and  power  for  high  and 
long  continued  sjMjed. 

Affairs  at  Erie. 

There  appears  to  be  good  reason  to  believe  that 
the  recent  difficulties  at  this  place  are  in  a  fair 
way  of  being  satisfactorily  disposed  of.  Thd  Erie 
and  North  East  Company  have  changed  their 
gauge  as  authorized  by  laio.  Governor  Bigler  has 
recommended  that  a  competent  charter  be  given 
to  the  Franklin  Canal  Company's  road,  which  has 
a  similar  gauge.  These  two  roads  run  to  each 
other,  but  are  not  yet  allowed  to  connect,  so  that 
cars  can  run  from  one  to  tho  other.  The  issue, 
however,  is  narrowed  down  to  a  single  point,  and 
common  sense  must  decide  the  matter.  The  ab- 
surdity of  compelling  freight  to  break  bulk,  when 
the  two  gauges  arc  the  same,  is  too  palpable  to  be 
tolerated,  so  soon  as  reason  can  have  time  to  ex- 
ercise her  sway.  We  are  happy  to  announce  so 
favorable  a  conclusion  to  this  unpleasant  contro- 
versy.       '  .      ''■:■■■'     ■^       ■••■•'..'■:■--  1^      r■^"" 

Paclflo  Railroad  of  Alissonrl. 

The  balance  of  this  road  from  the  city  of  Jef- 
ferson to  the  West  line  of  tho  State,  is  aJverti.sed 
for  letting,  as  will  be  seen  by  reference  to  another 
column  of  the  Journal. 


Grand  Trnnic  Railroad  of  Canada. 

Messrs.  D.  A.  Macdonald,  Rouald  Macdonald, 
and  A.  F.  Macdonald  have  taken  the  contract  for 
building  that  portion  of  the  Grand  Trunk  Railroad 
from  Point  St.  Charles,  at  Montreal,  to  Charles- 
ville — the  Eastern  boundary  of  the  Township  of 
Osnabruck— extending  over  a  distance  of  one  hun- 
dred and  ten  miles. 


Ogdcusburgh,  Clayton  and  Rome  Railroad, 

We  understand  that  the  two  sections  in  Jefferson 
County  of  about  thirteen  miles  in  length  which 
were  not  put  under  contract  at  tho  first  letting, 
were  let  on  the  ICth  instant  and  the  whole  line  of 
the  road  is  now  under  contract  for  grading, 
masonry,  brklging,  &c.,  tho  whole  to  be  completed 
by  tho  first  of  Sept.  next  and  at  a  cost  of  less 
than  one  million  of  dollars,  being  about  one  hund- 
red and  twenty  miles  in  length. 

The  Contractors  are  pushing  forward  this  work 
vigorously  h«ving  at  least  one  thousand  men  em- 
ployed in  grading,  &.c.,  through  the  whole  of  tho 
line. 

The  subscription  to  the  capital  stock  is  over  one 
million  of  dollars,  the  ri^ht  of  way  lias  been  to  a 
very  large  extent  secured  and  depot  grounds  at 
the  various  points  have  been  purchased, 

There  is  no  longer  believed  to  be  any  doubt  of 
the  completion  of  this  important  enterprize  not 
only  important  to  those  residing  on  the  line  of  the 
road  but  vastly  important  to  the  citizens  and  busi- 
ness men  of  New  York  City,  it  being  the  most  di- 
rect outlet  for  freight  and  travel  for  Northern  New 

York  and  a  large  portion  of  Canada.  ♦. 

-.t?" 

Air  ItlucB. 

In  tho  "old  countries,"  crowded  with  popula- 
tion, railroads  are  made  to  conform  to  the  existing 
state  of  things.  With  us  it  is  different.  Air  line 
roads  are  now  becoming  tho  great  desiderata  iu 
America,  and  the  nearest  approach  to  a  straight 
line  between  any  two  great  points  is  considered 
the  nearest  approach  to  perfection  in  railroading, 
other  things  being  equal.  Wo  give  below  a  table 
of  distances  on  some  of  the  important  railroads  in 
tlie  States  of  New  England  and  New  York. 


Name  of  Road. 


Eastern  Railroad 

Portland  to  Boston.  105 

New  York  &  Boston, 
(air  line)  Boston 
to  New  Haven 435 

Boston  &  New  York 
Central,  Boston  to 
New  Haven 158  i 

N.     H.,      Hartford, 
Springfield  &Wor- 
cester,  Boston  and   '  / 
New  Haven 160 

Western  Railroad, 
Boston  to  Albany.  200 

Central  Railroad,  Al- 
bany to  Buflalo  ..320 

New  York-'di  Erie 
Railroad,  N.  Y.  to 
Dunkirk 4C0 
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138      62 


274      46 


304 


156 


That  new  "air  line,"  the  "Boston  & 
Central"  is  thus  made  up. 

Midland 

Norfolk  County 

Southbridge  &,  Blackstone 

Thompson 

Norwich  &  Worcester 

New  London.  Williamantic  &  Palmer.. 
New  Haven  &  New  London 


1  in  3  1-9 

Iiu3 
1  in  2  2-9 
linG 

in  1  18-19 
New  York 


11  miles. 
25     „ 


;22J  „ 

.37  „ 

.13  „ 

.60  .. 


158J  mis. 
Tho  distances  above  given  have  been  taken 
from  the  published  statement  of  the  companies, 
and  the  air  lines  between  these  places  very  care- 
fully calculated  by  their  latitude  and  longitude  on 
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the  arc  of  the  circle  of  the  eartli.  It  will  be  sei'n 
that  some  of  our  r;\-hoad.s  arc  very  scipentinc,  and 
snake-like  iu  their  ^hape,  and  it  is  a  little  curious 
that  the  combinatioi  of  roads,  recently  christened 
the  "Boston  &■  New  York  Central  Railroad,"  afi5 
which  we  see  desigi  aled  as  an  "air  line,'"  is  actual- 
ly one  of  the  most  (ircuitous,  losing  in  its  couree 
one  mile  in  every  3  1-9  miles  of  distance,  in  its  ef- 
forts to  make  a  sf,  light  line  between  Boston  and 
New  Haven. 

The  straightest  r.ilroad  in  New  England,  for  its 
length,  so  far  as  we  are  ac(iuainted,  is  onr  "East- 
ern Road."  It  will  be  seen  that  it  fs  only  six 
miles  less  than  an  air  line,  following  the  cost  al- 
most the  entire  distance,  and  but  for  the  deviation 
from  iis  original  line,  might  have  been  construct- 
ed nearly  on  a  straight  line. 

The  road  which  next  comes  nearest  to  an  actual 
air  line  is  the  "New  York  &  Boston,'  and  it  was 
upon  this  that  tlie  name  of  "Air  Line"  was  first 
bestowed,  and  it  only  looses  one  mile  in  eight; 
the  "Central,"  from  Albany  to  Buflalo,  Ixiag  next 
in  perfection  of  distance  as  it  loses  one  mile  in 
every  six. 

People  are  never  content  till  they  can  reduce 
the  time,  and  tlic  cost,  of  travel,  to  iUs  lowest  unit. 
■ — State  of  Maine. 


Ilailroads  iu  Missouii, 

"  If  we  are  not  deceived,  our  Railroads  look  now 
iu  a  better  condition  than  at  any  period  since  their 
commencement.     Wc  have  stated  elsewhere,  that 
the  Pacific  Railroad  Company  has  determined  to 
put  under  contract  the  whole  of  the  line  of  that 
road  from  Jeflcrson  City  to  Jackson  county.    Con- 
'■  tracts  have  already  been  made  for  the  line  to  Jef- 
.     fcrsori  City,  and  men  are  actively  engaged  upon  it. 
V'  By  the  time  the  spring  fairly  opens,  the  company 
can  have  the  whole  of  the  balance  under  coatract. 
But  we  are  glad  to  see  that  tlie  Directors  have 
/,  gone  an  important  step  further.     They  have  re- 
:  >  solved  to  commence  the  construction  of  the  entire 
South  Western  Branch,  from  Fanklin  to  the  boun- 
dary of  the  State  in  that  direction;  and  for   that 
purpose  have  directed  its  offices  to  contract  with 
v:   a  New  York   Company  for  the  building  of  the 
..:.  whole  road.    We  arc  given  to  understand,  that 
:     this  Company  have  great  experience  in  the  busi- 
'    '  ness,  that  their  financial  arrangements  will  justify 
them  in  the  undertaking,  and   that,  on  the  other 
hand,  it  is  a  fair  and  equitable  bargain  for  the 
Railroad  Company.  The  public  are  aware  that  the 
Company  own  1, '200,000  acres  of  land  on  the  route 
of  this  road,  which  must  be  greatly  enhanced  in 
value  as  the  road  progresses,  and  will  of  itself  fur- 
nish a  very  large  portion  of  the   funds   necessary 
for  the  ultimate  payment  of  the  cost  of  the  work. 
The  North  Missouri"  Road  and  the  Irou  Moun- 
tain Road,  we  have  the  best  reasons  for  believing, 
will  soon  be  under  contract  for  their  entire  length, 
and  then  we  shall  be  able  to  see  the  true  workings 
of  the  system  of  Railroads  which  have  been  de- 
vised in   this  State;.     We   shall   have  nearly  one 
thousand  miles  of  Railway  under  contract--run- 
liing  into,   and  developing  the   best  parts  of  the 
agricultural  and  mineral  resources  of  the  State. — 
They  will  bring  a  large   amount  of  capital  from 
abroad,  to  be  employed  iu  the  construction  of  the 
works:      they     will     afford,     employment     for 
thousands  of  laborers,  and  a  market  for  the  sur- 
plus   products  of  the  farmer,  on    each    line  of 
road:    they   will  justify,   and   require  the  intro- 
duction of  locomotive  and  car  factories  in  our  ci- 
ty, and  in  hundreds   of  ways  con^aibute   to  our 
growth  and  population. 

While  these  works  arc  going  on  in  Missouri, 
there  are  several  others  in  which  we  have  a  direct 
interest,  which  are  progressing  very  fairly,  and 
promise  to  be  pushed  with  even  greater  rapidity. 
>yo  allude  to  those  terminating  opposite  to  our 
city,  at  lUinoistown.  The  Ohio  and  Mississippi 
road  is  now  open  for  more  than  twenty  miles,  and 
trains  are  running  regularlv  for  that  distance; 
while  nearly  the  whole  of  the  route  to  Vincennes 
IS  graded  and  ready  for  the  rails.  They  are 
bemg  laid  as  rapidly  as  possible,  with  the  certain- 
ty of  bemg  able  to  complete  the  whole  distance— 


100  miles— before  the  close  of  the  present  year.— 
The  road  from  Illistown  to  Alton,  it  is  calculated, 
will  be  built  in  the  same  time  ;  and  there  are  oth- 
ers in  prosi>ect — depending  on  the  action  of  the 
Illinois  Legislature— which  will,  with  those  we 
have  already  eimmerated,  oyiQw  up  to  us  avemXcF^ 
of  communication  in  every  important  direction  o( 
this  great  Republic.  We  rely  upon  the  interest, 
the  perseverance  and  the  go-ahead  spirit  of  the 
Directors  of  the  several  Companies  to  carry  out 
these  projects.  Now  is  the  time  to  show  what  stuff 
they  arc  made  of.  We  hope,  and  believe,  that  they 
will  be  equal  to  the  crisis. — St.  Lovis  licpiiblican. 

Illinois  Rallroads> 

The  CJiicago  Democratic  Press  of  the  31st  of 
January,  gives  the  annexed  table  of  railroads  that 
are  now,  or  will  be  in  oper.ation,  on  the  1st  of  July 
18o5.  in  the  State  of  Illinois : 

mil.RO.^ns;    OF    ILLINOI.S. - 

,    ..'    W,.'.  Miles. 

Chicago  and  Milwaukee 00 

Illinois  and  Wisconsin  to  Janesville 88^^ 

Madison  Branch 35 

Galena  and  Chicago  Union,  Chicago  to  Free- 
port 121 

Fox  River  Valley  Railroad 30 

Beloit  Branch  of  the  Galena 20 

Beloitand  Madison 47*2 

Chicago  and  Galena  Air  Line 135 

Lyons  Iowa  Central  to  Iowa  city 73 

Chicago,   St.    Charles    and  Mississippi  Air 

Line  to  Oregon 95 

Chicago  and  Aurora 89 

Central  Military  Tract 84 

Peoria  and  Oijuawka,  Galesburg  to  Burling- 

tou 40 

Northern  Cross,  Galesburg  to  Quuicy 120 

Hannibal  and  St.  Joseph  Railroad 205 

Chicago  and  Rock  I.slaud  Railroad 181 

Missississippi  and  Missouri,  first  division  to 

Iowa  city 57 

Mississippi  and  Missouri,  second  division  to 

Muscatine 30 

Mississippi  and  Missouri,  third  division  Mus- 
catine to  Cedar  Rapids 50 

Peoria  and  Bureau  "Vallej- 47 

Chicago  and  Mississippi  Railroad 265 

Great  Western,  Naples  to  Springfield G5 

Illinois  Central 704 

Fort  Wayne  and  Chicago 145 

Michigan  Southern  and  Northern  Indiana, 
to  Toledo 242 


railroad  entering  the  city — the  Galena  and  Chica- 
go Unioii — and  that  was  finished  only  a  few  miles. 
Now  we  have  1,621  miles,  counting  only  two 
Stales  f^ora  our  own,  and  by  the  firvt  of  December 
we  shal)  have  2,076>^  miles.  .  ,     ^,. 


f'ublic  AVorks  of  Pcunaylvaula. 

The  ftiUowing  is  a  recapitulation  of  a  state- 
ment prepared  l|y  the  Auditor  General  and  Slate 
Treasurer  of  the  Itotal  cost,  revenue  aud  expend- 
itures c(f  the  pubflic  works  to  the  close  of  the  last 
fiscal  y|>ar,  Nov.  30th,  1853.  As  the  question  of 
the  sal*  of  these  works  is  now  before  the  people, 
the  fac|s  will  have  a  peculiar  interest : 

iiRECAPlTCLATlON. 
cs.  iCost.  Revenues.    Expcud's. 

Columl^ia  and    j 

PhiljR.R..  S4,'277,278  S9,020,273  $5,800,291 
E;isteri  Divis.     !  "^ 

Camil ^,737,285      2,932,571 

Janiati  Divis.     j 

Caniil 3,575,960      1 ,490,429 

Allegbtny  ' 

Por4  R.  R.     i,70S,672      3,520,407 
Western  Div. 

Canil $,173,432      2,812,312 


Cincinnati,  Peru  and  Chicago   Railroad, 
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Michigan  <  'entral  Railroad 282 

New  Albai !  V  and  Salem  Railroad 284 


Total,  12  tr'Kik,  10  branch extens'n  lines.. 3,745 

The  fol  o  ving  table  exhibits  the  number  of 
railroads  tli.a  are  tow  in  operation  leading  into 
this  city,  Willi  the  number  of  mi  ks  that  are  now 
completed:  ;.->.. 

Miles. 

Illinois  and  Wisconsin,  to  Deer  Grove .'.   32 

Galena  and  Chicago  Union,  to  Freeport 121 

Beloit  Branch  of  the  Galena 20 

Galena  Air  Lane,  to  Line,  Ogle  county 75 

Chicago,  St.  Charles  and  Mississippi  Air  Line.   10 

Chicago  and  Aurora 89 

Chicago  and  Rock  Island  to  Gencseo 153 

Chicago  and  Mississippi,  Alton  to   Blooming- 

LOD. ....   .•••   ••■■   ••..   ....   ••>•   ••••   ■•••   ....  lol^ 

Great  Western,  Naples  to  Springfield GO 

Illinois  Central 245 

Michigan  Southern  and  Northern  Indiana,  to 

Toledo 242 

Michigan  Central 282 

New  Albany  and  Salem 155 


ToUl,  10  trunks,  8  branch  and  extens'n  lines,  1,626 

On  these  roads  will  be  daily  leaving  and  enter- 
ing the  city,  on  the  first  of  May  next,  forty-six 
trains,  making  in  all  ninety-two  trains  per  day 
over  the  roads  to  accommodate  travel  and  com- 
merce.   Less  than  two  years  ago  we  had  only  one 


802,936 
1,950.687 
4,014,788 
1,340,535 


S1<),472,GS4  S19,781,0C*9  814,029,241 
MaiA  Line,      j 
Delaware  Di-    ! 

^  visiin  Can.     1,451,936      2,746,650      1,223,301 
Susquehanna    \ 

Canfrl 897,100         475,254         005,990 

Branch 

1,698,379      1,374,258         799,775 


North 

CanHl 
West 


Branch 
Caiiil 

Lin  cs  in 
Oper  UioH. 

Fix-nc  1  Creek 
Div  sion  of 
Caiial 

Bcavtr  do.do. 


1,832.583    673,338    815,318 


Ji;:22,255,C91  S24,l)51,501  S17,473,G2C 


817,779 
519,304 


5,819 
38,312 


143,911 
210,330 


Finished 

)US. 

Uufinish'dim- 
prorrcmeuts 

Boarc  of  Can. 
Commis'rs. 

Boarf  of  Ap- 
pr4iscrs. . . 

Collofctors, 
Waigh  Mas- 
ters dcLock- 
keepers  . . . 


333,592,838  5^24,995,033  ^17,827,863 


8,093,044 
78,902 
17,584 


78,963 


1,540,793 


S62,542,207  S24,995,033  $19,447,653 
Ameiint     re-  J 
ceived      at 
th^      State 

iVeasury 

frdm    sales 

of]     public 

property 

belonging 

tokhe  publ. 

in]provem"s 

State  printing 


-  I 


346,397 


ctiargcablc 
the  publ. 

inJproTOm's 
Amdunt  paid! 

for    ase   on 

pit't  rights! 
Misfellaneoua 


-■i: 


83,803 
12,000 


i Total.. f 32,642,207  826,342,020  §19,499,857 
it  be  de^ed  to  connect  with  those  cxpend»- 
the  ambunt  paid  for  interest  on  the  loans 
pertBining,  directly  or  indirectly,  to  the  public 
improvements,  the  aggregate  amount  of  the  said 
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interest,  to  the  close  of  the  flscil  year  1863,  may 
be  sUted  at  $35,137,796  13. 

GUARANTEED    INTEREST. 

Danville  aad  Pottsville  Railroad  Co.  .$221,076  58 

Bald  Eagle  and  Spring  Creek  Naviga- 
tion Company •  167,632  47 

Tioga    Navigation    Company,    Qnow 

Railroad  Company) 61 ,647  16 

Codorus  Navigation  Company,  (guar- 
anteed loan) G,000  00 

'•--■'■  •     V-  S446,250  16 

The  length  of  the  Columbia  and  Philadelphia 
railwav,  when  built,  was  82  miles;  the  Eastern 
Division  of  the  Canal,  45  miles  ;  the  Juniata  Di- 
vision, 128  miles ;  the  Allegheny  Portage  Rail- 
way, 36  miles;  the  Western  Division,  103  miles  : 
the  Delaware  Division,  60  miles;  the  Susquehanna 
Division,  41  miles;  the  North  Branch  Division,  73 
miles ;  the  West  Branch  Division,  76  miles  ;  the 
French  Creek  Division,  49  miles  ;  and  the  Beaver 
Division,  30  miles. 

The  unfinished  improvements  cost  as  follows : 
North  Branch  extension  of  Canal.  ..Si,037,442  45 
West  Branch        do.  do.        . . .      353,574  78 

♦Erie  do.  do.       ...   3,196,148  70 

tWisconisco  feeder 393,440  71 

Allegheny  feeder 31,591  66 

Gettysburg  extension  of  railroad. . .      082,846  46 

'       .  $8,695,044  05 

Ginelnnatl,  Hamilton  and  D*jrtou  Kailroad. 

From  the  Cincinnati  Enquirer,  Feb.  22d. 
But  a  few  days  ago  we  published  a  statement  of 
the  amount  of  receipts  for  the  past  six  months, 
and  compared  them  with  the  receipts  for  the  pre- 
vious six  months,  showing  an  increase  that  keci)s 
up  with  progressive  spirit  of  the  age.  Those  re- 
ceipts, according  to  the  figures,  go  to  show  that 
the  Cincinnati,  Hamilton  and  Dayton  railway,  du- 
ring the  past  year,  has  done  a  large  business,  and 
from  all  the  data  we  can  procure,  we  should  say 
that  the  prospects  for  the  coming  year  were  very 

flattering. 

Five  years  ago,  when  the  project  was  started  of 
building  a  road  up  the  Great  Miami  valley,  its 
ft-iends  were  thought  over  sanguine  in  saying  that 
within  two  years  after  its  completion,  tJiree  hvn- 
dred  passengers  a  day  would  be  transported  over 
the  road.  Two  years  have  elapsed  since  the  road 
was  finished,  and  the  average  per  day  of  passen- 
gers is  ekven  hundred,  and  the  freight  earnings 
»re  equaling  those  of  the  passengers.  Judging 
from  the  past,  it  will  not  be  extravagant  to  say 
that  within  two  years  from  this  thne,  the  average 
number  of  passengers  per  day  will  reach  two 
thousand,  and  perhaps  exceed  that. 

This  large  travel,  we  all  know,  is  three-fourths 
local  to  the  valley.  The  timidity  of  the  farmers 
along  the  line,  naturally  f«lt  on  the  first  opening 
of  the  road,  is  fast,  we  find,  wearing  ofi",  and  now 
the  voung  and  the  old  do  up  their  visiting  and 
courting  by  steam.  So  successful  has  been  the 
management  of  the  running  trains,  that  not  a  sin- 
gle passenger  has  been  killed.  Since  the  opening 
Sf  the  road,  the  curious,  on  examination,  will  see 
that  the  machinery  appertaining  thereto  is  of  the 
best  and  safest  kind,  and  will  compare  favorably 
with  any  other  road  in  the  United  States.  The 
character  of  the  road  itself  we  are  all  familiar 
with.  It  has  c«st  more  than  most  Western  roads, 
but  every  dollar  appears  to  have  been  well  expen- 
ded and  we  have  a  road  built  for  permanency. 
Its  commanding  position,  as  a  trunk  road,  through 
the  richest  and  most  populous  valley  of  the  West, 
required  that  it  should  be  well  built,  on  grades 
and  lines  approaching  straight  and  level.  This, 
we  are  satisfied,  has  been  done,  and  the  road  is 
referred  to  as  a  model  for  the  West. 

Its  position,  as  relates  to  injurious  competition, 
is  ivipregnalle.  Besides  the  great  local  travel  im- 
mediately on  the  line,  such  permanent,  perpetual 
and   exclusive  business  connections  have  been 

♦  Transferred  to  Erie  Canal  Company. 

t  Transferred  to  Wisconisco  Canal  Company. 


made  with  other  roads,  as  to  render  it  certain  that 
its  double  track,  wlien  completed,  will  be  fully 
and  profitably  occupied.  We  have  taken  some 
pains  to  post  ourselves  up,  and  will  mentioii  a  por- 
tion of  its  leading  railroad  connections. 

Ist.  With  the  Indianapolis,  Terre  Haute,  Lafay- 
ette, etc.,  these  junction  roads  of  the  same  gauge, 
running  ftour  Hamilton  through  the  pldest  settled 
portion  of  Indiana. 

2d.  With  Chicago,  through  the  Hamilton  and 
Eaton,  Richmond  and  Miami,  Richmond  and  New- 
castle, and  Logansport  and  Chicago  roads,  all  of 
an  uniform  gauge  with  the  Cincinnati  and  Hamil- 
ton road. 

3d.  With  Fort  Wayne,  through  the  Twin  Crook, 
Greenville  and  Mi.uni,  and  Cincinnati,  Union 
and  Fort  Wayne  Railroads,  also  of  uniform 
gauge. 

4tli.  With  Toledo,  through  the  Dayton  and 
Michigan  road,  terminating  at  Dayton  wi  h  un- 
broken gauge. 

5th.  The  Sandusky  and  Cleveland,  through  the 
Mad  River  and  Lake  Eric,  and  Cleveland  and  To- 
ledo roads. 

To  form  these  connections,  the  C.  H.  &  D.  rail- 
road has  been  called  on  for  liberal  subscriptions, 
and  we  believe  they  have  been  judiciously 
made. 

In  addition  to  the  business  which  the  road  now 
has,  a  large  accession  may  'be  expected  from 
Pittsburg  and  Philadelphia,  via  the  Ohio  and 
Pennsylvania,  and  Ohio  and  Indiana  roads,  which 
connect  with  the  Mad  River  and  Lake  Erie  road 
at  Patterson,  or  Forest,  a  point  some  70  miles 
south  of  Sandusky. 

So  soon  as  the  Lake  opens,  those  noble  steam- 
ers, the  Mississippi  and  St.  Lawrence,  will  be  in 
line,  presenting  to  the  traveller,  east  from  Cincin- 
nati, via  the  C.  H.  &  D.,  and  M.  it.  &  L.  E.  roads, 
a  route,  which,  for  comfort  and  speed,  is  not  sur- 
passed. During  this  winter,  we  are  informed  al- 
terations have  been  made  in  the  shafts  of  these 
steamers,  which  must  greatly  increase  their  speed. 

The  opening  of  the  Great  Western  road,  from 
Detroit  to  Niagara  Falls,  through  Canada,  will 
doubtless  this  year,  from  its  novelty,  attract  much 
pleasure  travel,  via  Sandusky.  Leaving  Cincin- 
nati in  the  morning  at  6  o'clock,  the  traveller  will 
reach  Detroit  at  6  p.  m.,  and  after  a  pleasant 
night's  rest,  and  a  few  hours  spent  in  seeing  De- 
troit next  morning,  depart  for  the  Falls,  which  he 
will  reach  in  ten  hours. 

These  are  facts  which  cannot  be  subverted,  as 
they  must  be  familiar  with  all  who  have  watched 
the  progress  of  events  in  railroad  matters ;  and  we 
do  therefore  feel,  as  one  of  the  press,  that  we  are 
doing  no  more  than  justice  to  the  road,  and  to  the 
public,  to  keep  them  before  the  people. 

We  have  some  other  matters  in  relation  to  the 
local  interests  of  the  aforesaid  road,  which  we 
shall  give  as  soon  as  the  spring  opens,  and  a  spe- 
cial privilege  is  granted  us  of  taking  a  ride  over 
the  same. 
Comparative    Statement  of  the  Earnings   of  the 

Cincinnati,  Hamilton  and  Dayton  Road,  for  12 

months,  ending  Janvary  31,  1864. 

1862-3.  1863-4.     Increase. 

February 14,270.50       27,399.76    18,119.26 

March 19,067.29       36,364.68    16,297.39 

April 20,481.28       36,061.83    15,570.55 

May 22,701.15       36,061.10    12,369.95 

June 24,096.15       32,302.93      8,206.78 

July    26,301.16       34,283.47      7,902.32 

August 25,001.27       40,085.89    15,474.62 

September  (_State 

Fair) 29,138.15       50,385.23    21,247.08 

October 30,001 .60       38,086.82      8,084.22 

November 27,615.82       36,812.98     9,197.16 

December 54,833.09      41,268.51    17,436.42 

January 29,546.86       41,619.91    11,974.66 


I    Commutation  and  discount  passengers  not  em- 
J braced  in  this  above. 


292,062.81    448,632.11  166,464.30 
Increase  $156,469.30 — nearly  54  per  cent. 
Number  of  Pasaengers  carried  1852-8 ....  223,674 
"  "  "        1858-4.... 828,986 


106,411 


Qeucral  Railroad  La^v  of  01iio> 

As  Railroad  Companies  are^about  being  organis- 
ed under  the  General  Railroad  Law  of  Ohio,  it  is 
of  interest  to  know  the  coi  stitutional  provisions 
applicable  to  such.  We  copy,  therefore,  the  13tli 
article  of  the  New  Constitution  of  the  State,  re- 
lating to  Corporations,  upon  which  is  based  the  gen- 
eral Railroad  law  of  the  State. 

ARTICLE  XIII.  ^  ;    , 

Skc.  1.  The  General  Assembly  shall  pass  no 
special  act  conferring  corporate  powers. 

Sec.  2.  Corporations  may  be  formed  under  ge- 
neral laws  ;  but  all  such  laws  may,  from  time  to 
time,  be  altered,  or  repealed. 

Sec  3.  Dues  from  corporation  shall  be  secured, 
by  such  individual  liability  of  the  stockholders, 
as  may  be  prescribed  by  law ;  but  in  all  eases,  each 
stockholder  shaU  be  liable,  over  and  above  the  stock- 
by  him  or  her  owned,  and  any  amount  unpaid  there- 
on, to  a  further  sum,  at  least  equal  in  amount  to 
such  slock. 

Sec.  4.  The  property  of  corporations,  now  ex- 
isting, or  herealler  created,  shall  forever  be  sub- 
ject to  taxation,  the  same  as  the  property  of  indi- 
viduals. 

Skc.  5.  No  right  of  way  shall  be  appropriated 
to  the  use  of  any  corporation,  until  full  compen- 
sation therefor  be  first  made  in  money,  or  first  se- 
cured by  a  deposit  of  money,  to  the  owner,  irre- 
spective of  any  benefit  from  any  improvement 
proposed  by  such  corporation :  which  compensa- 
tion shall  be  ascertained  by  a  jury  of  twelve  men, 
in  a  court  of  record,  as  shall  be  prescribed  by 
law. 

The  above  provisions,  as  far  as  they  relate  to 
the  personal  liability  of  the  stockholders,  apply  to 
no  company  chartered  prior  to  Sept.  1,  1861. 

ScUuylklll  Coal  Trade. 

The  following  is  a  summary  of  a  table  contained 
in  the  columns  of  the  Pottsville  Miners'  Journal, 
embracing  all  the  collieries  in  the  Schuylkill  Coal 
Region,  up  to  June,  1853,  except  two  collieries  on 
the  Lorberry  Creek  Railroad,  Messrs.  Wheeler  & 
Miller's  and  Greenawalt  &  George's.  Messrs. 
Wheeler  &  Miller  shipped  last  year  12,447  tons, 
and  Greenawalt  &  George  692  tons.  There  is  about 
two  miles  of  underground  railroad  in  the  Lorber- 
ry Creek  region,  not  in  the  table.  From  this  chart 
we  sum  up  the  following  information : — 

Total  number  of  Collieries 113 

Red  Ash  do 58 

White  Ash  do 65 

Number  of  operators 82 

Under  ground  Railroads,  miles 124)^ 

Of  which  through  solid  rock,  do 0^ 

Steam  engines  employed  in  mining 201 

Aggregate  horse  power 7,071 

Equal  to  man  power 42,420 

Power  for  hoisting  and  pumping,  horses ....  3,805 

For  pumping  only,  do     1,375 

For  breaking  and  screening  coal,    do     ....  1,891 
Miners  and  laborers  employed  at  collieries . .  9,792 

Horses 468 

Mules 569 

Miners'  houses  out  of  towns 2,766 

Whole  capital  invested  in  the.se  collieries ...  $3,- 

462,000 

By  individual  operators,  about $2,600,000 

Deepest  slope,  yards 858 

Shortest  do    33 

Thickest  vein,  worked  at  Hccksherville,  feet..  .88 
Smallest  do  ....  2 

We  have  also  gleaned  the  following  fVom  this 
table : — All  the  coal  lands  now  worked  in  the 
county  are  owned  by  six  corporations  and  sixty 
individuals.  About  twenty-five  of  the  owners  re- 
side in  Schuylkill  county,  and  the  balance  abroad. 
Tlie  proportion  belonging  to  residents  is  small 
compared  to  that  owned  by  persons  residing 
abroad.  In  looking  over  the  names  of  the  own- 
ers in  the  table,  it  may  appear  doubtful  whether 
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these  landowners  possess  the  ability  to  make  the 
necessary  improvements  for  working  their  coal 
lands,   without  acts  of  incorporation. 

Not  one  solitary  ton  of  coal  was  mined  by  any 
corporation  in  Schuylkill  county  during  the  year 
1853 — the  whole  product  of  two  millions  five  hun- 
dred and  fifty-one  thousand  six  hundred  and  three 
tons  was  mined  by  individuals. 

The  coal  rent  will  average  about  30  cents  a  ton. 
The  product  of  1852,  in  Schuylkill  county,  was 
2,551,603  tons.  This  would  give  an  income  of 
S765,480  to  the  landholders,  in  the  shape  of  rents 
for  the  year. 

Honiatonlo  Railra«<l.       •'-^'- 

The  annual  meeting  of  the  Housatonic  Railroad 
company  was  held  at  BridSeport  on  Wednesday. 
The  following  figures  were  reported,  which  show 
an  increase  of  S37,000  in  receipts  over  last  year. 
The  freight  has  paid  S24,000  over  any  previous 
year.     The  whole  receipts  are  as  follows : 

Passengers S108,861  22 

Freight 207,302  16 

Mails 5,142  81 

Rents,  etc , • 8,534  13 

Total .........  ....$324,990  35 

Expenses 207,502  40 

Nettearnings §121,497  94 

From  the  apparent  amount  of  nett  earnings 
must  be  d  ducted  the  rents  paid  to  the  Berkshire 
and  Pittsfield  and  Stockbridge  Railroads,  (about 
S74,000,)  some  S10,000  paid  in  the  adjustment  of 
claims  against  the  company  for  damages  in  past 
years,  with  an  equal  or  larger  amount  of  expendi- 
ture occasioned  by  the  freshets  in  August  and 
November  last.  Aside  from  this,  the  purchase  of 
new  engines  .ind  cars  has  been  found  necessary, 
in  order  to  carry  on  the  business  of  the  road  to 
advantjige.  Of  course  there  is  no  prospect  for  a 
dividend  under  such  circumstances.  Morris  Ketch- 
um,  of  New  Yojk,  w;is  appointed  a  Director,  vice 
Mr.  Plunkett  resigned. 

Toledo  aud  Indianapolis  Railway. 

We  publish  to-day  the  proceedings  or  the  first 
meeting  of  this  new  company,  lately  organized 
under  the  General  Law  of  the  State.  The  Ohio 
portion  of  the  line,  from  a  point  near  New  Cory- 
don  to  Toledo,  is  already  organized  and'  acting 
most  efficiently,  and  in  co-operation  with  this 
Board.  The  road  is  intended  to  complete  a  direct 
line  of  railway,  from  our  city  to  the  nearest  point 
of  shipment  on  Lake  Erie,  about  185  mile«  dis- 
tant ;  and  to  afford  for  freight  especially,  the 
shortest  and  easiest  route  to  water  carriage. 

The  intention  is  to  connect,  if  possible,  with  the 
Indianapolis  and  Bellefontaine  Railroad  from  this 
place  to  Muncie,  54  miles,  and  from  thence  to  go 
directly  toward  Toledo,  striking  and  connecting 
with  one  of  the  railroad  lines  (of  which  there  are 
at  least  two),  in  Ohio,  making  out  from  Toledo,  in 
this  direction.  The  new  road  is  to  be  made  of  tie 
same  gauge  as  the  Indianapolis  and  Bellefontaine, 
and  to  continue  that  gauge  to  the  Lake  without 
transhipment. 

It  is  believed  that  the  7iew  road  to  be  made  by 
the  Ohio  and  Indiana  L'ompanies  need  not  exceed 
75  miles  in  length,  probably  less. 

Arrangements,  we  understand,  are  already  mak- 
ing to  extend  the  Knightstown  Railroad  from  its 
present  terminus  at  Knightstown  through  New 
Castle  to  Muncie,  and  there  connect  with  this  new 
line.  Such  an  extension  will  aflbrd  to  Madison 
and  Louisville  probably  as  short  and  iwlvantage- 
ous  a  route  to  Lake  Erie  as  can  be  had.  All  these 
things  considered,  the  Toledo  and  Indianapolis 
Railway  must  evidently  be  a  very  important  line 
to  our  city  and  to  the  country,  and  its  connections 
here  with  the  South-western  Railw.ay,  of  which  in 
fact  it  is  a  Northern  extension,  thus  forming  a  di- 
rect line  fVom  Lake  Erie  to  Vmcennes  and  the 
mouth  of  the  Ohio,  and  in  the  way  to  New  Orleans, 
as  well  as  to  St.  Louis,  would  seem  to  place  the 
question  of  its  value  and  its  success  beyond  all 
doubt. 

As  such  a  line,  we  commend  it  to  the  attontion 


of  the  people,  and  we  are  satisfied  that  the  afl'airs 
of  both  of  these  roads  are  in  the  hands  of  men 
who  will  administer  them  well  and  faithfully,  and 
who  will  build  them  as  economically  as  possible. — 
Indiana  Stale  Journal.  ■ -:-,-j 

Charlotte  and  Soutli   Carolina  Railroad. 

The  earnings  of  thi.s  road  for  the  fifteen  months 
from  October  1st,  1852,  to  December  1st,  1853, 
have  been  as  follows  : 

From  Freights S162,639  25 

Passengers 77,679  46 

Mails 8,975  83 

From  other  sources 738  00 


For  errors  and  deductions . 


$250,032  54 
365  26 


.%■  ;    -"r;-   -  .    ••■••-.;  ^  -    -  .'  8249,667  28 

For  current  expenses  of 
road §143,464  97 

For  interest  on  bills  paya- 
ble   157  29 

Coupons  due  on  bonds 
July  1,  1853 9,661  00       - 

Coupons  due  on  bonds 
January  1,  1854 10,850  00 

Which  deduct 164,123  66 


From  income  leaves  a  dividend  fund 

of $85,544  02 

for  the  past  fifteen  months,  out  of  which  two  di- 
vidends, of  two  and  a  half  per  cent,  on  the  capi- 
tal stock  of  the  company,  amounting  to  fifty-eight 
thousand  dollars  ($58,000)  have  been  declared, 
and  leaves  the  balance  of  the  fund,  $27,544  12, 
to  be  carried  to  the  construction  account. 
Tho  amount  expended  in  the  con- 
struction of  the  road  to  the  31»t 

December,  is $1,580,637  66 

There  is  still  due  for  grad- 
uation, etc $3,063  28 

There  is  still  due  for  tim- 
ber    1,870  44 

There  is  still  due  for  build-  ■-■,'■ 

ings 1,015  00      -t 

There  is  still  due  for  cars.  4,238  00 
There  is  still  due  for  en- 
gines  17,96143 

.   -. 28,128  35 


The  amount  still  required  to  build 
the  engine  houses  at  Columbia 
and  Charlotte,  and  freight  and 
passenger    honse    at  the  latter, 


$1,608,766  01 


IS. 


•  *•«••' 


60,396  89 


$1,669,162  90 


Black  KiTer  and  Utiea  Railroad. 

On  the  24th  December,  1853,  the  Statistics  of 
the  Road  were  as  follows : 

Capital  Stock  as  per  charter $1,500,000  00 

Amount  of  8ti)ck  subscribed 1, 091,900  00 

Amount  of  Capital  Stock  paid  ui. .  .      129,070  00 
Cost  of  road. 

For  Graduation  and  Masonry $26,650  00 

For  Superstructure  including  Iron 6,409  63 

For  Land  and  Land  Damages 8,192  00 

For  Engineering  and  Agencies 12,281  04 

$53,432  67 
Since  the  above,  report,  tkcrc  has  been  paid  to 
Contractors,  on  their  estimates  for  December, 
$20,000  00,  and  the  Iron  contracted  for,  sufficient 
to  complete  the  first  20  miles,  which  will  be  ready 
for  use  early  in  June. 

The  Black  River  and  Utica  Railroad  Company, 
was  organised  on  the  29Lh  of  January,  1853,  to 
construct  a  railroad  from  the  City  of  Utica,  north 
through  the  counties  of  Oneida,  Lewis  and  Jefier- 
son,  to  the  village  of  Clayton,  on  the  River  St. 
Lawrencr.  Articles  of  association  were  filed  in 
the  Secretary  of  State ".s  oftice,  on  the  31sl  of*  Ja- 
nuary, 1853. 

A  corjts  of  Engineers  was  immediately  organiz- 
ed under  the  direction  ofDanielC.  Jenne,  Esq.,  as 
Chief  Engineer,  surveys  commenced  and  pressed 
forward  with  all  diligence,  until  the  whole  line 
was  located,  and  put  under  contract  on  the  11th 
of  August,  to  Messrs.  J.  S.  T.  Stranahan,  Samuel 
Farwell,  Charles  G.  Case,  James  G.  Lund  and  Jo- 
siah  W.  Baker,  to  be  completed  by  the  first  yf 
July,  1855.  The  grading  on  the  first  16  miles  wtis 
commenced  about  the  first  of  Sejitcmber,  and  has 
been  progressing  rapidly  since  that  time,  and  will 
be  completed  so  as  to  run  carg  to  Trenton  Falls, 
hy  the  first  of  June,  1854.  Other  jwrtions  of  the 
Road  are  also  in  progress. 

Cincinnati,  Hamilton  and  Dayton  Railwrajr."- 

We  give  below  a  short  statement  of  the  Cin- 
cinnati, Hamilton  and  Dayton  railway,  having  re- 
ference to  the  business  of  the  road  for  the  past 
six  months.  The  earnings  of  the  road  for  the 
month  ending  31st  January,  1854,  were — for      / 

Passengers $19,626  71  : 

Freight 19,819  46 

Mail  and  Express 2,074  75 

$41,619  91 

Coiresponding  month  last  year 29,645  36 


Soutltern  Railroad. 

We  are  greatly  greatly  gratified  to  be  able  to 
state  that  the  important  contract  entered  into  be- 
tween Mr.  Thomas  A.  Marshall,   the  President  of 
the  Southern  Railroad,  and  a  responsible  and  en- 
ergetic company  in  the  North,  for  the  construc- 
tion and  complete  equipment  of  the  whole  road 
from  Brandon  to  the  Alabama  State  line,  was,  on  I 
Saturday  last,  confirmed  and  ratified  in  every  res- ) 
pect,  by  a  full  meeting  of  the  Board  of  Directors  i 
of  said  road,  held  in  this  city.     We  have  before 
said  that  this  contract  is,   in  our  opinion,   a  most 
satisfactory  and  advantageous  one,   and  we  learn  I 
that  it  meets  with  the  approbation  of  all  who  are  j 
interested   in  it  who  have  made  themselves  ac- 
quainted with  the  terras  of  it.     It  also  gives  us  . 
pleasure  to  say  that  Mr.  Marshall,  the  President, 
will  at   all  times  cheerfully  give  to  stockholders  | 
and  city  taxpayers  interested,  information  in  de- 
tail in  relation  to  the  contract  and  the  progress  of 
the  work.     Now  that  this  contract  has  been  con- 
summated, we  confidently  predict  that  we  will  be 
in  railroad  connection  with  Alabama  in  less  than 
two  years  and  a  half,  and  with  the  Atlantic  cities 
in  a  very  short  time  thereafter.     Success  to  the 
great  work. —  Vkksbwg  Whig.  - 


Increase $11,974  55 

The  earnings  for  the  six  months  ending 

Jan.  31,  1864,  foot  up 248,158  34 

Cnrresponding  six  months  last  year.  . .  165,146  29 

Increase , $83,013  06 

The  above  shows  a  vast  increase  in  the  receipts 
of  the  road,  and  when  we  take  into  consideration 
that  all  the  nece8.«ary  exi)enditures  have  been 
made,  we  cannot  wonder  that  the  stock  is  in  such 
high  rci»ute  and  good  demand. 


*J 


Colaiubla.  Railroad.    ,"; 

ELSINESS    FOR    1853. 

The  increase  of  business  on  the  Columbia  RaiU 
road  for  the  past  year  over  1852,  was  24  ix;r  cent. 
The  increase  of  1864  over  1863  is  estimated  at  22 
per  cent.,  or  484,000  tons.  •   .    :).;  ,.:-. 

The   gross  receipts   for   the   past    ' 

year  were $786,127  31 

Total  expenditui-es,  including  new 
engine,  &c t 405,682  99 


Net  profit $380,644  32 

The  net  profit  is  cijual  to  nearly  8  per  cent,  on 
the  o.iginal  cost  of  the  road,  $4,791,548  91.  De- 
ducting the  expense  of  new  locomotives,  machi- 
nery, &c.,  the  net  profits  for  the  year  would  be 
$466,637  64  or  nearly  ^%  per  cont.,  on  the  cost 
of  construction  and  equipment,  as  reported  in 
1852.  The  reduction  of  toll  on  the  through  ton- 
nage equaled  30  per  cent,  on  the  whole  business.  ^ 
The  Superintendent  says  that  alter  tho  comple- 
tion of  the  south  track  the  road  will  pay  ;.t  least 
12percent.        :.....  i     -  ., 


.1 


142 


AMERICAN    RAILROAD    JOURNAL. 


Marietta  aiKl  Cincinnati  ilallroaa  Com- 
panjr« 

The  consolidation  of  the  Hillssboro  road  with 
the  above,  which  will  result  in  the  building  of  but 
one  road  through  southern  Ohio,  instead  oUti-o,  ass 
was  proposed,  has  had  a  favorable  effect  upon  the 
market  value  of  the  securities  of  the  above  com- 
pany, which  may  be  now  regarded  as  of  the  "first 
class."  The  road  not  only  occupies  an  excellent 
line  for  business,  but  has  a  stock  subscription  un- 
usually large  for  any  part  of  the  country.  The 
stock  is  naade  up  as  follows : 


Central  Tennsylvania  Railroad  Com- 


pany  

City  of  Wheeling 

City  of  Marietta 

City  of  Chi'licothe 

County  of  Ross 

County  of  Washington . 

County  of  Athens 

Town  of  Harmar 

Individual  Stockholders . 


S750,000 

250,000 

100,00  J 

50,000 

300,000 

200,000 

200,000 

50,000 

1,715,000 


S3,C15,000 
To  this  may  bo  added  a  loan  by 

the  city  of  Cincinnati 150,000 

Donations  of  Depot  grounds,  lands, 

etc ._..• 150,000 

$3,015,000 

The  subscriptions  of  the  Pennsylvania  Railniad 
Company,  and  the  various  municipal  bodies,  have 
realized  very  nearly  their y;rt^-  value.  The  compa- 
ny propose  to  issue  S2,500,000  of  bonds  based  up- 
on the  entire  cost  of  the  road.  Of  these,  one-half 
have  beeo  already  sold.  The  whole  cost  of  the 
road  will  be  about  ^6,000,000.  The  total  length 
257  miles. 

In  addition  to  an  ample  local  business,  the  road 
must,  from  its  position,  become  one  of  the  great 
trunk  Hues  between  Cincinnati,  and  Baltimore, 
Philadelphia  and  New  York.  The  subscription 
made  by  the  Pennsylvania  Railroad  Company 
shows  the  importance  attached  to  the  Marietta 
line  by  the  former  company.  TJje  road  is  equally 
indispensable  to  the  Baltimore  and  Ohio  railroad, 
and  in  fact  to  the  Virginia  Central  which  is  now 
being  pushed  forward  to  the  Ohio. 

The  following  extracts  from  a  document  recent- 
ly published  by  the  company,  will  give  a  correct 
idea  of  the  state  and  progress  of  thcwork,  route 
of  the  road,  its  resources,  connections,  etc.,  etc. 

Upwards  of  three  millions  of  dollars  of  the 
above  subscriptions  have  been  paid  in— and  over 
two  and  a  half  millions  of  dollars  have  actu.illy 
been  expended  in  the  work.  Near  0,000  men  were 
employed  iu  the  work  during  the  Autumn,  and 
upwards  of  half  the  force  will  be  continued  (lur- 
ing the  Winter,  with  the  intention  of  doubling  it 
jigain  in  the  Spring. 

The  entire  line  from  the  Ilillsbovo'  Road  to  the 
Jackson  Coal  Fields,  is  graded,  benig  a  distance 
of  seventy-seven  miles,  twenty-Hve  miles  of  which 
will  be  opened  lor  business  this  day,  and  the  iron 
rails  are  being  rapidly  laid,  and  will  be  completed 
by  Spring,  on  fifty  miles  more,  being  from  the 
iunctionwith  the  Scioto  and  Hocking,  to  the  Hills- 
boro'  Railroad.  The  grading,  mas(>nry  and  bridg- 
ing between  Marietta  and  the  coal  fields,  is  lialf 
completed.  The  residue  of  the  line  from  Mariutta 
to  Wheehng,  was  placed  under  contract  in  July 
last,  and  is  rapidly  progressing.  The  directors  are 
expecting  to  complete  the  entire  line  within  the 
present  year. 

Upwards  of  i  1,000  tons  of  rails  have  been 
purchased  and  paid  for,  the  cost  of  which  was  at 
least  S300,000  less  than  the  same  can  now  be 
purchased. 


This  entire  line  of  road  occnpics  an  exceedingly 
favorable  position,  and  is  an  important  link  in  the 
great  central  chain  of  railways  from  New  York, 
Philadelphia  and  Baltimore  to  Southern  Ohio, 
Kentucky,  Tennessee  and  the  other  Southwestern 
States,  and  will  ultimately  form  a  portion  of  the 
shortest  and  most  direct  route  from  the  three  great 
Atlantic  cities  to  Cincinnati,  the  great  commercial 
city  of  tho  Mississippi  Valley. 

It  traverses  a  region  of  great  fertility,  and  por- 
tions of  it  densely  populated,  having  no  other 
outlets  to  market.  It  penetrates  perhaps  the  rich- 
est mineral  region  in  the  United  States,  coal  and 
iron  ore  abounding  along  its  course  in  Jackson 
and  other  counties,  suflieient  to  supply  a  whole 
continent  for  ages. 

The  Geological  Report  of  that  State,  made  un- 
der official  sanction,  says  that  tho  estimated 
quantity  of  coal  throughout  Jackson  and  the  ad- 
jacent Ccounty  of  Scioto,  is  equal  to  nine  millions 
of  tons  per  square  mile,  easily  mined  and  of  su- 
perior quality,  much  of  it  being  cannel  coal  of  the 
best  quality. 

The  iron  ore  is  of  good  quality  and  exists  iu  the 
same  districts  to  the  extent  of  three  millions  of 
tons  per  s^iuare  mile.  This  mineral  wealth  has 
heretofore  been  of  little  value,  for  want  of  the 
means  of  transportation  to  market. 

The  Ohio  River,  parallel  with  the  General  course 
of  the  road,  is  subject  to  such  frequent  and  com- 
plete interruptions  from  ice  and  low  water,  that  it 
cannot  bo  regarded  as  a  competitor,  only  in  its 
high  stages.  This  road  shortens  the  distance  be- 
tween Cincinnati  and  Marietta  120  miles.  It  takes 
steamers  from  40  to  50  hours  to  run  it ;  by  rails  it 
will  be  6  hours. 

At  Belpre,  this  line  connects  with  tho  Baltimore 
and  Ohio  Railroad,  now  being  made  down  to  Par- 
kcrsburgh,  on  the  ojjposite  side  of  the  river.  At 
Wheeling,  it  connects  with  tho  same  road,  and  the 
Hcmpflcld,  making  the  route  direct  to  Phila- 
delphia. 

We  sec  no  reason  why  the  above  road  may  not 
become  one  of  the  most  productive  works  of  the 
kind  in  Ohio. 


Pitt&burf;li  anil  Connel^ville  Kallroail. 

Portions  of  this  road,  which  would  more  proi'or- 
ly  be  called  the  Pittsburgh  and  Cumberland  Rail- 
road, arc  advertised  for  contract.  Among  other 
work  is  a  long  tunnel  which  is  well  worth  attention 
by  contractors. 


To  Railroad  Contractors. 

.  Office  Pittsburgu  and  connklsvillk  ) 

RaII.KOAU  COMl'ANV.         j|' 

SEALED  proposals  will  be  received  at  the  office 
of  this  Company,  at  Neville  Hall,  in  the  City 
of  Pittsburgh,  until  5o'cIockp.m.,  of  Wednesday, 
the  22d  day  of  March  next,  for  the  Graduation 
and  Masonry  of  that  part  of  the  Pittsburgh  and 
Connelsville  R;\ilroadcxtending  from  West  Newton, 
in  AVestmoreland  Co.,  to  Connelsville,  in  Fayette 
Co.,  this  State,  a  distance  of  25  miles.  This  work 
is  generally  of  a  very  light  character.  It  will  be 
divided  into  sections  of  about  1  mile  each.  Pro- 
posals will  be  leceived  for  one  or  more  sections. 

Proposals  will  also  be  received  until  the  same 
time  for  the  making  of  the  Tunnel  at  the  Sand 
Patch  Summit  on  the  Alleghany  Mountains,  about 
25  miles  from  Cumberland. — This  Tunnel  is  to  be 
forty-one  hundred  feet  in  length,  through  rock. 
The  work  is  worthy  the  attention  of  the  best  con- 
tractors. It  is  an  excellent  region  to  do  work 
cheaply.         * 

Mai»s,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the  Gth 
day  of  March  next,  and  all  proper  information 
given  on  application  to  Oliver  W.  Barnes,  Chief 
Engineer,  or  the  Assistant  Engineers  on  the  line. 

aali^5faetory  testimonials  will  be  expected  from 
Contractors  not  known  to  the  Company.  By  order 
of  the  Board. 

W.  LARIMER,  Jr.,  President, 
Pittsburgh  «&  Connelsyille  R.  R.  Co, 


^  Notice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  RAILWAY 
New  BauNswiCK. 

PROPOSALS  will  be  received  by  the  under- 
signed at  his  office.  Princess  stieet,  St,  John, 
N.  B.,  up  to  the  5th  day  of  April  1854,  for  the  en- 
tire construction  of  that  port  ion  of  the  Eastern 
Division  of  the  above  Railway  extending  from  tho 
crossing  of  the  Road  from  Sel;ediac  to  l3orchcstcr 
to  the  Bend  of  the  Petitcodia-;  River  being  a  dis- 
tance of  aboxit  twelve  niili  s,  comprising  tho 
Grubbing,  Grading,  Masonry,  Bridging,  and  tlio 
Ballasting  and  Laying  of  the  permanent  Road. 

The  work  will  be  dividj«i  into  two  sections 
which  being  .adjacent  to  oth  rs  to  be  proceeded 
with  on  their  completion,  is  well  worthy  the  atten- 
tion of  Contractors. 

Propo.sals  may  be  made  for  one  or  both  sections 
and  with  or  without  tho  permanent  Road  and  Bal- 
lasting. 

Plans  and  Sijccifications  will  be  ready  for  the 
inspection  of  bidders  on  and  after  the  5th  day  of 
March  at  the  above  office  where  all  other  necessa- 
ry information  may  be  obtainc  d. 

W.  E.  ROSE.   '^ 

St.  John,  N.  B.,  27th  Feb'y  1851. 

Important  to  Railway  Co"8. 

A  GREAT  iiiiprcivotiiont  lias  rc'ji'iit  y  I>ccn  i>orfecUHl  in  the 
uiamifacttire  of  Dumping  Gravel  Cars  by  wliich  the  co>t  la 
materially  "lessened  and  the  strength  and  durability  much  in* 
created. 

We  have  sccnrod  the  riglit  to  mnn-ifacturo  th<*o  improvctl 
Cars  and  can  supply  tlicm  at  prices  toi;  per  cant,  lower  than  tlio 
ordinary  kind. 

Ordora  directed  to  tlio  Ilanilltoa  Car  Co.,  Ilamilton,  Ohio, 
will  receive  prompt  attention. 


Knox  &  Sixain, 

MANCFACTCBEr.S   OF 

LliVELS,  TllAWSITS  AND  SURVEYING 

COMPASSES. 

No  TZ  Dock  8t.  first  door  south  of  W'.ilnut,  west  side 

PHILADELPHIA. 

First  Premium  awarde<l  by  thr  Franklin  Institute.  , 

Railroad   Iron  Via  Q,nebec. 

JOHN  ANDEll^ON  &  CO. 

COMMISSION   MERCHANTS,      ^ 
SHIPPING  AGENTS  AND  BROKERS, 

(Quebec  and  Montreal. 

DARTICULAU  attention  fivon  lo  t'lo  Transliipineiit  of  Iron, 
■*■  ice,  In  Transitu  for  the  Western  Luke  Ports,  aixl  to  the  t^liip- 
nient  of  Rails  Iu  Great  Britaiiu 

Uaebrc,  JJrc.  2,  ll>o3.  \- 


To  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI, 

THIRP    AND    FOfUTII    DIVISIONS. 

IT  is  intended  to  make  coiiti  act  for  the  third  di- 
visions of  this  road,  (exteudiiig  from  the  Mis- 
souri river  at  Jefferson  City,  jiassiug  near  George- 
town and  Warrcnsburgh,  to  the  Missouri  river  near 
Independence,  about  160  miles,)  so  soon  aftt^r  the 
first  of  May  next,  as  satisfaclery  proposals  shall  bo 
made. 

Contract  will  be  made  for  the  whole  now  offer- 
ered,  or  such  parti  as  particular  contractors  may 
select  in  form  and  quantity  to  suit  the  interests  of 
the  company.  Proposals  arc  asked  for  by  the  cu- 
bic yard,  with  cash  payments;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  and  one  third  in 
county  and  railroad  mortgage  bonds  or  other  se- 
curities. 

Profiles  and  maps  of  ai'pr.iximate  location  can 
be  seen  after  lirst  of  April  next  at  Pacific  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  iu  opera- 
tion; the  second  division  to  Jeffer.s»n  City  under 
present  course  of  construction. 

The  third  and  fourth  divisions  now  offered  pass 
over  a  high,  rolling  mixed  i;rairio  and  timbered 
country,  and  for  healthfidness  and  supply  of  pro- 
visions will  compare  favorably  with  any  part  of 
the  west.  THOS.  ALLEN,  Pres. 

Thos.  S.  O'Sclli van.  Chief  Eng. 

Pacific  R.R.  Office,  St.  Louis,  Feb.  1854. 
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M.  W.  BALDWIN  &  CO.,  Eflgineers, 

ISroail  and  Uamiltun  i-trcets,  Fliiladelphis, 
lyOULD  call  tho  attention  of  Railroad  Managers,  and  those 
"  interestod  in  Railroad  Property,  to  their  System  of  Loco- 
MOTivB  Engises  ill  whicli  thty  are  adapted  tu  t/ie  particular 
busiiiess  for  rehxch  they  may  Oe  rtquired ;  by  the  use  of  one, 
two,  three  or  four  pair  of  driving  wheels ;  and  the  use  of  the 
whole,  or  so  inucl)  of  the  wei^'ht  as  may  be  desirable  for  ad- 
luisiua  ;  and  in  aeconimodntin^  tliem  to  the  grades,  curves, 
sireugtii  of  euperstruction  and  rai!  and  work  to  bo  done.— By 
tliese  ineanu  tlie  maximum  useful  etfcct  of  the  power  is  secired 
with  tho  Icist  e.\i)ense  for  attendance,  cost  of  fuel  and  repairs 
to  Hoad  and  Ent'ine.  Witli  these  ohjccta  in  view  and  aa  the 
result  of  twenty-three  years  pnictical  experience  in  the  business 
by  oiir  swiior  Partner  we  ihanutUcture  Five  different  kinds  oj 
Engine*  and  several  classes  or  sizes  of  each  kiml. 

Particular  attention  pai<l  to  the  strength  of  the  machine  in  the 
j>lan  and  icurk»unuihij>  (fall  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  offer 
these  engines  with  the  assurance  tliat  in  efficiency,  economy  and 
durability  they  will  compare  favorably  with  those  ©f  any  other 
kind  in  asc. 

Wo  also  furnish  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
centres  witliout  boring),  ConiiH»^ition  Castings  for  Bcariugs  ; 
every  description  of  Copi)er  Slieet  Iron  and  Boiler  work  ;  and 
every  article  api>crtainiiig  to  the  rciwir  or  renewal  of  Loco- 
motive Engines. 

M.  W.  B.VLDWIN.  MATTHEW  BAIRD. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  undersi^aed  in  Indianapolis  until 
the  15th  day  of  March  next,  for  the  Grading, 
Masonry  and  Bridging  of  that  portion  of  the  In- 
diana and  Illinois  Central  Railway,  between  the 
West  lino  of  Edgar  County  and  Decatur  Illinois, 
being  for  a  distance  of  about  53  miles. 

The  Map  and  Profiles  together  with  the  Plans 
and  Specifications,  will  be  ready  for  inspection  at 
the  Office  of  the  Company  in  Decatur  on  and  after 
the  1st  day  of  March. 

Any  further  information  may  be  obtained  at  the 
Office  of  the  undersigned  in  Indianapolis. 

M.  C.  STORY  &  CO. 

Indianapolis,  February  7th,  185i 


C.  Floyd- Jones., 

Pivision  Engineer  Zi  and  12th  DivisioiML 
iLLixoiij  Central  Railboad.     '  i. 
Vand(dia.,  IlL  ' 


Boiler  and  Tank  Rivets, 
Nuts  and  Washers; 

All  Sizes  of 

Bolts  and  Bolt  Cnds 

for  Sale  by 
BUIDGES  &  BROTHER, 

64  Courtland  St.,  N.  Y. 


To  Railroad  and  Canal  Co.^s, 
Contractors,  <&c. 

THE  undersigned  would  d.rect  the  attention  of  Chief  En- 
gineers and  Contractors  to  the  facilities  they  possess  for 
supplying  them  witli  laborers,  mechanics,  &c.  of  any  descrip- 
tion, and  also  to  inform  them  that  they  forward  such  men  to 
whatever  destination  they  may  be  requiriwl. 

Companies  or  Contractors  <lesirous  o  f  receiving  steady  and 
industrious  men,  will  be  promi'tly  supplied  at  the  shortest  pos- 
sible notice. 

JOHN  J.  HELLING  &.  CO. 
No.  86  Grecnw^icb  street,  New  Yoi*. 

New  York  aiid  Erie  R.  R. 


A 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duaue  street, 

as  follows,  ■.  iz: — 


BcFFALo  Express,  at  7  a  1 1.  for  Buffalo  direct,  over  tlie  N. 
Y.  &  E.  R  R.,  and  the  B.  A;  N  Y.  City  R.  li.,  without  change 
of  baggage  or  cars. 

Mail,  at  dii  a.  m.  for  Dunk  rk  and  Buflalo,  and  intermediate 
stations.  This  train  remains  o  or  night  at  Elmira,  and  proceeds 
the  next  morning. 

Wat  Express,  at  12>i  p.  i  '.  for  Dunkirk,  and  intermediate 
stations. 

Accommodation,  at  3  p.  ni  for  Delaware  and  iiitcrmediate 
stations. 

Newburo  Expbbss,  at  4  p.  a.,  for  Newburg. 

Way  Passb.nger,  at  4  p.  nn    "     ~ 
stations. 

NioHT  EXPRBSS,  at  6  p.  m. 

On  Sundays  only  one  Expre.- 

These  Express  Trains  counei 
Raih-oadfor  Cleveland,  Cinciju 


for  Picrmont  and  intermediate 

>r  Dunkirk  and  Bufialo. 
Train — at  &  p.m. 
:.  at  Dunkirk  with  the  Lake  Shore 
ti,  Toledo,  Detroit,  Chicago,  etc. 
0HA8.  MINOT,  8up>t 

Railro.-id  Iron. 

0(\{\r\  TONS  Railro  d  Jr -n,  weighing  about  59 

/i/\J\J\J  lbs.  per  yard,  •'  Erie"  pattern  of  G  L  and 

"  CrawBhay"  manuta^.tur  ,  now  on  the  way  from  the 

shipping  ports  in  Great  B   tain  to  this  port,  for  6ale  by 

P.  CHOUTEAU,  Jr  ,  SAN  FORD  i.  CO.. 

Deotmber  4,  ISft^  No.  61  New  Mnei. 


To  Contractors. 


CONSTRUCTION  OF  THE  NORTH  SHORE 
RAILWAY. 

THE  Directors  of  The  North  Shore  Railway, 
from  Quebec  to  Montreal  will  receive  tenders 
for  the  construction  of  said  Railway  or  sections 
thereof  from  this  to  the  fifteenth  day  of  March 
next. — For  information,  &c.,  apply  pei-sonally  or  in 
writing  to  the  undersigned. 

HECTOR  L.  LANGWIN, 
■^  Secty.  &  Treasr.  N.  S.  R.  C. 

Qaebac  Feb.  14, 1854.  Buade  St.,  Quebec. 


Ofkice  Cincinnati,  Hamilton-  &  Dayto.v  R.  R.  Co. 
CiNciNX.ATi,  Feb.  14,  1854. 

THE  Directors  have  this  d.iy  declared  a  divi- 
dend of  Five  per  Cent,  on  the  capital  stock  of 
this  Company,  payable  at  the  offiice  of  the  Com- 
pany in  Cincinnati  on  and  after  the  25th  iiist.,  till 
which  time  the  Transfer  Books  will  be  closed  ;  and 
at  the  Ohio  Life  Insurance  and  Trust  Company's 
Office  in  New  York,  on  and  af.cr  the  15th  I'roxi- 
mo.    By  order  of  tlie  Board. 

FRANK.  S.  BOND, 
Scct'v. 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  21st,  1854. 

Rail  Road  Letting. 


a«sK 


PROPOSALS  will  be  received  at  the  Office  ol 
the  Company  in  the  City  of  Evausville,  Indiana, 
until  6  o'clock,  P.  M.,  of  Wednesday,  \bth  day  of 
February,  1854,  for  the  Grubbing,  iSrading  and 
Bridging  of  that  part  of  the.lst  Division  of  the 

EVANSVILLE,  INDIANAPOLIS,  AND  CLEVE- 
LAND STRAIGHT-LINE  RAIL  ROAD, 
Extending  from  Evansville  to  the  Crossing  of  the 
Ohio  and  Mississippi  Rail  Road,  in  Daviess  Coun- 
ty, a  distance  of  fifty-four  miles. 

The  work  will  be  divided  into  sections  of  <ibout 
one  mile  each,  and  proposals  will  be  received  for 
one  or  more  sections,  or  for  the  whole  line. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 
Ist  of  February,  and  all  necessary  information 
given  on  application  to  W.  C.  Moore,  Chief  Engi- 
neer. 

0.  H.  SMITH,  President, 
W.  CARPENTER,  Vicb  Prest. 

Evansvillo,  Jan.  2,  1854. 


Railroad  L.etting. 


^^^w^SB^^^m. 


'■I'w^'. 


PROPOSALS  will  be  received  by  the  under- 
signed at  the  Engineer's  Office,  Dover,  Dela- 
ware, until  March  14lh,  inclusive,  for  the  Gradua- 
tion, Masonry  and  Superstructure  of  the  DELA- 
WARE RAILROAD,  extending  frym  the  New 
Castle  and  Frenchtown  Railroad  to  Seaford,  a 
distance  of  70  miles,  through  a  healthy  region, 
and  convenient  to  procure  hands  and  supplies. 

The  work  will  be  divided  into  sections  of  .tboul 
4  miles  each. 

Maps,  profiles,  and  specifications  will  be  ready 
for  the  examination  of  contractors,  after  the  1st 
of  March. 

Bidders  personally  unknown  to  the  undersigned, 
will  be  expected  to  produce  satisfactory  evidenc«f 
of  their  responsibility. 

D.  H.  KENNEDY, 

feb.l8-tml4  Resident  Engineer. 


Valuable 

Engineeriiig  and  Mechanical  Works,    ;  . 

I.MPORTED  and  For  Sale  by 

JOHN  WILEY,  1G7  Broadway.    | 
DEMPSEYS     PRACTICAL     RAILWAY  ' 

ENGINEER.      J  vol.   4to,    with  60  En-       •     ' 

gravings,  bound  in  half  Morocco gll  00 

SCOTT'S     ENGINEERS'    AND     MACHI- 
NISTS' ASSISTANT,   2  vols.  Quarto...   20.00 
TREDGOLD   on    the  LOCOMOTIVE  EN- 
GINE, half  calf 15,00 

M  on   the  MARINE  ENGINE, 

I  half  calf 24,00 

4            on  the   STATIONARY  EN- 
GINE, &c.,  half  calf 24,00 

TREATISE  on  the  STEAM  ENGINE   by 

the  ArtizanClub g  OO 

WEALE'S  THEORY,  PR.\CT1CE  and  AR- 
I       CHITECTURE    of    BRIDGES, 

3  large  vols.,  half  bound 25,00 

SUPPLEMENTARY  VOL.  (just 

published),  half  bound 14  00 

TR.VUTWINE   on  RAILROAD  CURVES, 

]  turk 1,00 

i,  on  EMBANKMENTS  AND 

EXCAVATIONS 1,00 

WILMES'     HANDBOOK  of  PLAIN  and 
ORNAMENTAL    M.iPPlNG,    and    En-     :   ' 
glneering  Drawing,  for  Civil  and  Mecha- 
nical Engineers 7  60 

WOODS     PRACTICAL     TREATISE    on'      '' 

RAILROADS,  8vo 5  00 

RYDE  S  TEXT  BOOK  for  the  USE  of  AR-  , 

CHITECT'S,    ENGINEERS,    SURVEY-  -         * 

ERS,  &c.  1  vol  Roval  8 vo. 8,50 

GREGORY  S  MATHEMATICS  for  PRAC- 
TICAL MEN.  8vo GOO 

BARLOW  on  the  STRENGTH  of  MATE- 
RIALS and  on  CONSTRUCTION 4,60 

LARDNER  on  the  STEAM  ENGINE.  New 

Edition 2'00 

SCRIBNERS     ENGINEER'S,    SURVEY- 
OR'S   and   CONTRACTORS    POCKET 

TABLE  BOOK i  60 

SCRIBNERS  ENGINEER  S  and  .MECHA- 
NIC S  CO.MP  ANION 150 

BUCK  ON   OBLIQUE  BRIDGES.    Illust- 
rated with  Plans,  &« 1  00 

EXAMPLES    of    RAILWAY     MAKING. 

With  PRACTICAL  ILLUSTRATIONS..  G,50 
SIMMS   on    LEVELLING   and  SETTING 

OUT  RAILWAY  CURVES.  8vo 2,25 

SIxMM'S  on  MATHEMATICAL  INSTRU- 
MENTS, 8vo 2,25 

HAUPT    on   BRIDGE    CONSTRUCTION. 

8vo 3,00 

QUESTED^    TREATISE    on   RAILWAY  i 

SURVEYING  and  LEVELLING.     8vo...     1,76    ! 
Together  with  an  extensive  assortment  of  B  "Oks 
in  every  department  of  science. 

L.VWKENOi:  SClEiNTlFiC  SCHOOL, 
Harvard  University. 

THE  next  Term  of  this  Institution  will  ©iK'n  ou 
the  second  day  Of  March,  1864,  and  continue 
twenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Prac- 
tical Exercises,  according  to  the  nature  of  the 
Study,  will  be  given  in ; 

Astronomy by  Messrs.  Bond.  .. 

Botany ,  Prof.      Gray.   " . 

Chemistry,    analytical    and 

practical „      „         llorsford. 

Comparative   Anatomy    and 

Physiology „       „        Wyman. 

Engineecing „      „        Eustis. 

Mathematics „       ,,        Pierce.  • 

Mineralogy „      „        Cooke. 

Physics „       „        Loveriug'. 

Zoology  and  Geology „      „        Agjissiz. 

For  further  inforaiation  concerning  the  School 
application  may  be  made  to  Prof.  E.  N  Horsford, 
Dean  of  the  Faculty. 

Cambridge,  Mass.,  January  1854. 
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Railroad  Iron. 

1  ^  F\C\  ^°"^  ^"*  Pattern  Ouest  and  Go's  make,  weighing 
l/C'C/U  67X  lbs.  per  yard,  to  be  shipped  from  Wal^s  iii  Ju 
y  and  August,  for  this  port — for  sale  by 

BOOEMAN,  JOHNSTON  &  CO., 
June  9, 1853.  90  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Monpur  Iron  Company"  is  prepared  to  ex- 
ecute ordehre  for  Rails  of  the  uaual  patterns  iind 
weights,  and  o7  any  required  length  not  excecling  30 
eet  per  rail.    Apply  to 

tHOS.  CHAMBERS,  President, 

September,  IBBO.  


Railroad  Iron. 

THE  Undersigned,  Agents  for  theManufat  tureri, 
are  prepared  to  contract  to  deliver  free  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quahty,  and  of 
euch  -ight  or  pattern  as  may^b^reju.red.   ^^ 

9  South  William  St. 
New  York,  Juno  1.  1851. 


Railroad  Car  Works. 

THE  Undersipitd  are  prepared  to  manufacture  tor  Railroad 
Companies,  Passenger,  Baggage,  Cattle,  Freujht,  Gravel  and 
Hand  Cars,  aUo  B.ggage  Barro«.  '^^^^^^^f^^^^^'^  CO. 
MaysviUe,  Ky.,  Sept.  29,  186a ^ 


Stua 


Crarlks  b 
Daniel  Ma 


Serrell  &  Co., 


ENGINEERS, 
Rooms  22,  24,  26  &  27, 

157   Broadway,  New  York. 

Edwakd  W.  Skrrkll, 
Samosl,  McElbov. 


ailroad  Iron. 


r)f\f\r\  TON 6  Biiperior    quality,  deBvory  from    April  for 
«)  UUVj  ward,  with  5  to  600  tons  per  month,  for  sale  by 
^  NAYLOR  &  CO., 

99  dc  101  John  Ftrect 


12tf 


niailroad  Iron. 

!  "f  RAILS,  about  one-half  weighing  69  lbs. 


K  Ann  TONS  -, ,  — °   ". 

i)l\J\J\J  per  yardjand  the  remainder  56  lbs.  ix:r  yard  now  in 
bond  and  for  sate  |y    ....  jo^j,  „  jjICKS, 

2d  f^lfy.  90  Beaver  street 

Sontli  -  Western    Car  Shops, 

Madison,  Indiana. 

THE  subscr  ber  is  prepared  to  execute  orders 
at   short    lotice,  for  all  kirds  of  Passenger, 
Freight  and  otlicr  descriptions  of  Railroad  Cars. 

Work  deliveoed  at  any  point  accessible  by  rail- 
road, or  by  th4  Ohio  and  Mississippi  rivers. 

Facilities  fortransportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
delivered  in  the  South  and  West. 
W.  CLOUGH. 
Refer  to 
Jno.  Brough,  Esq.  Winslow,  Lanier  &  Co. 


requiring  work 


feb.18.  Im. 


To  Railroad   ^Engineers   and 
Contractors. 

WANTED,  ^   corps  of  efficient  Engineers  and 
Contractprs,  for  the  construction  of  a  Rail- 
road in  one  of  the  Southern  States.     Apply  to 
I  DUFF  GREEN. 

New  York,  FTeb.  14th,  1854. 

_ 1 

Ontario,  ^imcoe  &.  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simcoe  is  exjiected  to 
be  completed  to  the  GeorRian  Bay,  Lake  Huron  a 
dittanoe  of  96  miles  iu  June  next  where  it  will  form  the  liliortest 
and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  present  the  Paesengor  Trains  leave  Toronto  for  Barrie  (64 
mites)  daily  at  8  a.m  and  3.  30  p  m,,  returning  the  same  day— 
On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexior^  with  the  Trains  and  wiil  convey  pasceiigers 
through  that  Lake  and  Lake  Conchiching  to  Orilla  whonce  a 
•hort  portage  of  eighteen  miles  will  take  them  !o  the  waters  of 
Lake  Hurou  to  the  $leamer  (Kaloolab)  which  ruus  to  thu  Sault 
St.  Murie  and  intcntediate  ports  forming  the  most  expe<Iitious 
and  agreeable  luutji-  to  tho  Minoral  Regions  of  Lakes  Huron 
and  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
the  Georgian  Bay  fy  a  line  of  first  class  Steamers  to  exten'l  their 
trips  to  tLe  {.ort-i  o;,  Lake  Slichigan. 

ALTRED  BRUNEL, 
SuperiutuudtiuU 


To  Locomotive  Eng^ine  Buil- 
ders and  Engineers. 

TUE  Proprietors  offer  for  rent  for  a  term  of 
years,  wiLli  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
€are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Sliops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  oflered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  tlie  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  .secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements.  ...    .    .  . 

Letters  may  be  addressed  to       •     "     '   ' 
R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,   Pine  Street,  New 
York. 

Railroad  Spikes,  Boiler  Riv- 
ets, etc. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr..  Railroad  and  Boat  Splices,  Boilei 
Rivets,  and  Wrought  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPORTERS  A  English  refined  and  Mer- 
chant har  Iron  ;  Extra  refined  Car  and  Locomotive 
Axles  (from  3}  to  6i  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Piue  Iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  and  Cast  Steel,  etc..  etc.,  etc. 

T.  Sl  E.  GEORGE. 
Philadelphia,  November  14,  1850. 

Railroad  Iron. 

T HE  UNDRRSiGNED,  HAVING madearrange- 
ments  abroad,  are  prepared  to  contract  for  the  ae- 
livcry  of  Foreign  rails,  of  appreved  brands  upon  the 
most  faverabic  tcnns. 

They  will  aisc  make  contracts  for  American  rails, 
mide  at  their  Trenton  works,  irom  Andover  Iron,  in 
whole  or  in  part,  as  may  be  agreed  upon. 

They  are  prepared  to  lurnish  Telegraph,  Spring  and 
idatket  Wire;  Braziers  and  Wire  Rods  ;  Rivets  and 
Merchant  Bars  to  order,  all  made  exclusively  from  An- 
i>vcr  Iron.  The  attention  of  parties  who  require  iron 
j!  the  very  best  quality  for  special  purposes,  is  respect- 
•uliy  Invited.  COOPER  &  HEWITT, 

17  Burling  Slip,  New  York. 

Kcbrutrj  15,  ISM. 


Notice  to  Contractors. 


fifiSH 


Chief  Engineer's  Office,  ) 
Norfolk,  Va.,  Jan.  8,  1864.     5 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  Office,  from  the  1st  until 
the  20th  d.ay  of  March  next,  at  sundown,  for  the 
"  clearing"  and  "  Graduation"  on  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  its 
terminus  at  Petersburg — covering  a  distance  of 
about  eighteen  miles ;  also,  for  the  "  Culvert"  and 
"  Bridge"  Masonry  of  the  last  section  of  said 
work. 

At  the  same  time,  sealed  proposals  are  invited 
for  tho  "  Abutment"  Masonry  of  "  Bridges"  over 
the  Eastern  and  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sections  of  about 
threeoniles,  and  bids  may  be  made  for  one  or  mor« 
of  said  sections. 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  the  let 
of  March. 

Specifications  with  forms  of  contract  and  pro- 
posal may  be  had  of  the  undersigned  after 
date. 

Payments  will  be  made  iu  current  funds  during 
the  progress  of  the  work,  in  proportion  oifour-fifLhi 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  under- 
signed, evidence  of  their  responsibility  will  be  ne- 
cessary ;  and  of  those  to  whom  work  shall  be  al- 
lotted, 'vill  be  required  bond  and  approved  securi- 
ty in  an  amount  not  exceeding  one-fiflh  of  the 
amount  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  the  same. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secui^  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  work 
at  all  seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  most 
responsible  contractors. 

W.  MAHONE, 
'.  "1       Chief  Engineer*f' ■ 

January  19. 

Norfolk,  Feb'y  10th,  1864. 

Scaled  proposals  will  be  received  between  the 
dates  mentioned  in  the  above  notice,  for  the  con- 
struction of  two  Iron  Bridges  with  stone  abut- 
ments and  piers,  one  over  the  Eastern  Branch  of 
the  Elizabeth  River,  630  feet  long,  and  contain- 
ing about  3,300  cubic  yards  of  masonry,  and  the 
other  over  the  Southern  Branch  of  the  same 
stream,  about  400  feet  long,  and  containing  some 
1,700  cubic  yards  of  masonry.  Plans  of  bridges, 
with  quantities  of  material  and  working  drawings, 
will  be  ready  for  inspection  after  the  1st  March. 

From  this  date  proposals  will  be  entertained  for 
the  Clearing  and  graduation  of  several  sections 
not  included  in  the  18  miles  mentioned  in  the 
above  notice,  and  also  for  the  bridges  and  culvert 
masonry  upon  said  sections, — of  the  former  about 
3,560  cubic  yards,  and  the  latter  070. 

W.  MAHONE, 
C/iie/  Engineer  N.  tf-  V.  R.  R. 

Spikes,    Spikes,    Spikes. 

ANY  person  wishing  a  simple  and  efcctive  Spike 
Machine, or  a  number  of  them,  may  he  supplied 
by  addrcjsing  J.  W.  FLACK,  Troy,  N.  Y. 

or,  MOORE  HARDAWAY,  Richmond,  Va. 

Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  cod- 
tracto  for  Raih-oad  Iron,  of  Messrs.  Guest  &  Co.,  or  other 
leading  manufacturers'  make,  delivered  free  ou  board  vessels  in 
England  or  in  this  conotry. 

BOORMAN,  JOHNSTON  4  CO., 
Sept.  7.  90  Broadway,  N«w  York. 
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We  may  commence  by  asking,  why  it  is,  that 
the  market  value  of  the  securities  of  the  munici- 
pal cori>orations  of  this  State,  (which  have  been 
created  for  the  construction  of  railroads,)  are  so 
much  below  those  of  New  York  ■?  Philadelphia 
6's  arc  not  up  to  par,  while  those  of  the  city  of 
New  York  command  a  premium  of  14  or  15  per 
cent.  Pittsburgh  6's  may  be  quoted  at  from  82}  2 
to  85,  while  those  of  Buffalo  and  Albany  are  at  a 
premium  of  2  or  3  per  cent.  Pittsburgh  is  a  much 
larger  city  than  either  Buffalo  or  Albany.  Its  val- 
uation is  greater.  Its  credit  is  as  untarnished. 
Its  ability  and  disposition  to  meet  a11  its  liabilities 
is  as  unqu  stioncd.  In  comparing  them  together, 
it  would  be  difficult  to  say,  as  far  as  their  intrinsic 
value  is  concerned,  why  the  securities  of  the  one 
should  be  preferred  to  the  other.  Why  is  it  then, 
that  there  is  a  diflerence  of  some  15  or  20  per 
cent  in  their  market  value  ? 

We  think  the  answer  is  to  be  found  in  the  dif- 
ference of  the  principles  which  li«  at  the  founda- 
tion of  the  legislation,  and  particularly  the  rail- 
way legislation,  of  the  two  States  in  which  the 
above  cities  are  situated.  In  New  York,  the  con- 
struction of  railroads  is  entirely  free  to  any  person 
who  will  undertake  them.  The  State  has  ignored 
all  connection  with  them,  and  has  practically  ac- 
knowledged herself  to  be  incapable  of  directing 
either  their  mode  of  construction,  management, 
business    arrangements,  or  connections 


Railroad  I<eglBlatloii  In  Fennajrlvantn,  aud 
111  Result*. 

We  are  happy  to  express  our  belief,   that  the  routes, 

"difficulties  at  Erie,"  are  substantially  settled.  She  treats  these  enterprizes  precisely  as  she  does 

Negotiations  may  be  carried  on  for  some  time  to  all  other  industrial  interests;  simply  protects  them 

come,  but  the  final  result,  a  4.  10  gauge  for  the  [from,  and  prevents  their  doing,  injury  to,  others. 

road? entering  thattown from  the  East  andWest,  we; The  roads  that  are  built,  simply  reflect  the  wants 

consider  certain.    We  also  believe  it  equally  cer-|of  the  parties  to  be  accommodated  by  them.     The 

tain,  that  the  two  roads,  will,  in  the  end,  be  allow- :  State  does  not  pretend  to  decide  what  these  wants 

cd  to  coniuct,  60  as  to  form  oiu  line,  leaving  tran-lare,  nor  how  thej'  shall  be  met.     Railroad  enter- 


shipments  to  be  made  at  such  points  as  will  "fiest 
suit  the  convenience  of  the  forwarder. 

While  we  ai-e  exceedingly  gratified  at  this  result, 
and  are  desirous  of  getting  away  from,  and  of  for- 
getting, this  ugly  controversy,  we  are  unwilling  to 
loose  so  favorable  an  opportunity,  before  public 
attention,  which  has  been  thoroughly  arouied, 
shall  sink  into  its  old  channels  of  indifference,  to 
say  a  word  or  two  upon  the  railroad  iwlicy  of 
Pennsylvania,  as  illustrated,  for  several  years 
past,  by  tha  action  of  ite  legislation  and  the  pro- 
gress  of  \U  ratlroadi. 


prizes  in  New  York,  therefore,  are  in  harmony 
with  all  other  interests.  They  are  legiliinatc  trans- 
actions, and  there  is  an  additional  credit  attached 
to  them  for  this  reason  alone.  As  they  are  regar- 
ded with  favor  from  the  principle  of  the  thing,  the 
law  is  construed  favorably  toward  them  in  all  cases, 
where  their  rights  are  involved.  An  omission  to 
comply  with  the  provisions  of  the  law,  or  a  mis- 
conception of  the  powers  granted,  is  never,  m  this 
State,  punished  by  a  forfeiture  of  privileges  in- 
rancbise.  All  such  lapses  are  allow*  d  to  be  cor- 
(^rec(ed  m  readily  ai  were  the  comi>aaies  originally 


allowed  to  be  formed.  The  purchaser  of  their  se- 
curities, therefore,  knows  that  he  has  nothing  to  : 
fear  from  legal  quibbles ;  that  his  securities  can  be 
rendered  worthless,  only  by  the  want  of  business 
for  the  road.  The  consequence  is,  that  the  mar- 
ket value  of  the  stocks  and  bonds  of  railroads  iu 
this  State,  are  as  much  greater  than  those  of  Penn- 
sylvania, (the  real  value  of  which  may  be  tho 
same,)  as  there  is  between  the  municipal  bonds 
of  the  two  States.  .--'•■  -4: 

We  find,  on  the  other  hand,  thai  an  entirely  dif- 
ferent policy  lies  at  the  foundation  of  the  railway 
legislation  of  Pennsjlvania.     In  that  Slate,  legib-   . 
lation  has  not  been  an  expression  of  the  popular  •. 
wants,  but  of  local  or  sectional  interests.     It  has    :• 
been  shaped  in  accordance  with  a  pcAicy,  Uie  ob- 
ject of  which,  to  make  commerce  subserve  tho 
advantage  of  particular   interests  or  sections,  iu-    ; 
stead  of  leaving  it  li-ec  to  move  in  just  such  direc- 
tiou~~a8  convenience  demands.     The   nurils  of  a 
particular  project,  arc  not  so  much  regarded,  aa 
the  fact,  whether  it  will  interfere  with  the  policy     • 
which  the  State  has  marked  out  for  herself.    This   ■>, 
policy,  of  course,  proscribed  certain  lines,  which—- 
were  eminently  demanded  by  the  public  conven- 
ience. 

The  history  of  the  legislation  of  the  State,  as  a 
necessary  consequence,  has  been  one  ot  oppression 
on  the  part  of  the  legislature,  and  of  manoeuver- 
ing  and  log-rolling  on  the  part  of  proscribed  inter- 
ests; the  object  of  which,  was  to  get  bj  stealth,  -. 
what  would  have  been  denied  to  an  open  request.  ; 
In  this  manner  a  large  number  of  railroad  charter*  ;' 
have  been  smuggled  through  the  legislature,  con-  ,. 
cealed  under  very  harmless  exterior.  It  was  the 
policy  described,  that  led  to  the  system  of  omnibus 
legislation,  as  it  is  termed,  which  is  peculiar  to 
Pennsylvania ;  that  of  grouping  a  large  number  ot 
[matters,  of  entirely  diflerenfcharacter,  in  one  bilL 
For  instance  :  a  bill  is  reported  by  a  committee, 
who  may  entertain  views  different  from  those  c4. 
the  majority,  "for  Che  preservalit^n  of  Pickerel  in 
Smith's  Pond,  and  for  other  objects.'  At  a  lucky 
moment  the  bill  is  called  up,  is  smuggled  through 
without  di.scussion,  and  consequently  becomes  a 
law,  without  its  contents  being  known  to  a  do^.en 
persons.  The  bill  when  unfolded,  is  found  to  have 
a  much  greater  scope  than  the  piotection  of  the 
jiforesaid  "  Pkkertl,"  Tbcueconti  section,  perbajis 
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authorize^  the  building  a  bridge  over  the  Susque- 
hanna; the  third,  divorces  a  refractory  wife  from 
her  husb4nd  ;  the  fourth,,  exempts  a  certain  per- 
son from  ikiilitary  duty,  in  consequence  of  a  sprain 
of  his  ancle ;  ihe  fifth — charters  a  railroad  company ; 
the  sixth,  corrects  the  records  of  a  municipal 
corporaticn;  etc.,  etc.  In  this  manner  has  the 
State  been  covered  with  a  batch  of  bastard  char- 
ters, apparently  legal  on  their  face,  but  tainted 
with  supi:;ion  from  the  manner  in  which  they 
were  got.  The  rnajority,  feeling  itself  over- 
:  reached  aid  defrauded,  have  thrown  every  obsta- 
cle in  th<i  way  of  the  use  of  such  charter,  and 
have  pret  y  effectually  accomplished  their  object; 
80  that,  aUhough  there  arc  charters  in  the  State 
covering  thousands  of  miles  of  hnc  that  should  be 
built,  there  has  hardly  been  one  of  the  class 
named,  that  has  been  turned  to  any  account. 

Such  aie  contests  which  for  years  past  have 
embarrass  ed  the  action  of  the  legislature,  paralyz- 
ed the  eff<  rts  of  the  i)eople,  and  to  a  certain  ex- 
tent discredited  the  securities  of  this  State.  In  no 
other  mainer  can  we  account  for  her  want  of 
progress  ia  the  construction  of  railroads.  In  na- 
tural resources,  Pennsylvania  is  the  first  State  in 
the  Union  She  is  second  to  none  in  position.  She 
is  only  second  in  wealth  and  population.  She  has 
long  held  this  rank.  Yet  she  is  the  fourth,  and 
will  soon  be  the  sixth,  in  the  extent  of  her  rail- 
roads. £v;q  the  State  of  Indiana  with  only  about 
%d  the  aiea,  with  a  history  extending  back  only 
a  quarter  of  a  century,  has  in  the  extent  of  her 
railroads,  outstripped  the  Key  Stone  State.  And 
why?  Because  she  has  thrown  wide  open  the 
door  to  ra  ilroad  competition,  and  has  invited  to 
herself,  by^  the  most  liberal  charters,  every  man 
who  had  t.  dollar  to  invest.  In  this  way  has  she 
cniVanchized  her  people  from  the  thraldom  which 
has  been  ^ch  an  incubus  upon  the  energies  of 
Pennsylvataia.  Freedom  of  action  has  not  only  im- 
parted confidence,  but  it  has  pointed  out  the  way 
to  success  The  construction  of  a  road  of  a  hun- 
dred milei  in  extent,  is  regarded  as  mere  pastime 
in  Indiana,  which  has  little  accumulated  capital, 
nor  hardly  a  town  of  over  10,000  people.  Every 
mile  of  railroad  in  that  State  has  been  built  during 
the  period  in  which  Ike  Sunbury  and  Erie  Railroad 
has  been  a  prominent  project  in  Pennsylvania,  and 
we  may  sf  y,  a  favorite  project  of  Philadelphia,  a 
city  of  mi)re  than  a  half  a  million  of  people  !  Yet 
upon  this  ,his  road,  acknowledged  by  all  its  friends 
to  be  of  p  »ramount  importance,  hardly  the  first 
blow  has  been  struck ;  and  it  is  admitted,  that 
without  tl  e  aid  of  this  city  in  her  corporate  capa- 
city, it  w;  11  be  impossible  to  raise  the  means  for 
.the  work.  Indiana  on  the  other  hand,  has  con- 
structed all  her  railroads  without  any  considerable 
assistance  from  municipal  bodies,  and  needs  no 
no  such  a  d  for  any  road  demanded  by  the  public 
convenien  :e. 

Had  Pehnsylvania  ten  years  ago  adopted  a  law 
•  similar  to  the  New  York  General  Railroad  Lmw, 
we  have  no  doubt  she  would  have  had  an  equal 
extent  of  railroads  as  the  latter  State.  The  privi- 
Jege  of  building  railroads  in  whatever  direction 
.«nd  maniier  they  chose,  would  have  turned  uni- 
versal attention  to  the  subject.  The  people  would 
have  at  once  commenced  the  process  of  self-e*l\x- 
cation,  in  the  construction  of  the  works,  and 
would  hare  soon  acquired  a  confidence  in  their 
ability  to  [surmount  every  obstacle  in  the  way  of  I 


their  plans,  no  matter  how  formidable.  The  study 
of  the  subject  would]  have  taught  them  the 
value  of  railroads,  .ind  would  have  secured  con- 
cert aad  co-operation  of  action,  the  want  of  which 
has  been  one  of  the  great  reasons  why  Pennsyl- 
vania has  accomplished  so  little  compared  with 
other  States.  Her  legislation  has  not  only  paral- 
yzed the  energies  of  her  citizens,  but  has  tended 
to  keep  foreign  capital  out  of  the  State.  Parties 
from  abroad,  unwilling  to  take  up  with  such  char- 
ters as  they  could  get,  and  unable  to  obtain  such 
as  they  wanted,  would  do  nothing.  The  people  at 
home,  hampered  and  distracted  by  partisan  legis- 
lature have  attempted  and  accomplished  little. 
The  result  is  that  Pennsylvania  has  but  half  the 
number  of  miles  of  railroad  that  she  would  have 
had,  with  the  liberal  policy  of  New  York ;  and 
the  market  value  of  such  as  she  has  and  of  the 
securities  issued  in  their  account,  arc  very  far 
below  those  of  a  similar  character,  and  of  equal 
intrinsic  merit,  in  other  States. 

In  reference  to  the  general  Jacts  above  stated 
there  is  no  controversy.  Are  we  not  correct  in 
our  explanation  of  them  ?  Is  not  Pennsylvania  a 
giant  that  has  shorn  herself  of  the  strength  1  Can 
she  grow  strong  so  long  as  she  lies  fast  bound  in 
the  meshes  of  a  mistaken  policy  1  Is  not  freedom 
what  she  wants  1  Is  it  not  her  policy  to  invite 
capital  into  the  State  instead  of  repelling  it  1  The 
lesson  that  she  needs  first  to  learn  is,  that  the 
most  direct  way  to  accomplish  the  very  objects 
she  has  in  view,  is  to  allow  the  most  perfect  free- 
dom of  personal  action,  and  that  the  greatest  good 
of  the  individual,  is  always  in  harmony  with  the 
greatest  good  of  the  State. 

Neiiv  York  Central  Railroad* 

The  following  is  a  comparative  statement  of  re- 
ceipts from  passengers  and  freight  on  the  New  York 
Central  Railroad,  for  six  months,  commencing 
Aug.  1,  1852  and  1853: 

Passengers.  Freight.       Total.    Increase. 


Aug. 

AU£ 


1863. 

1852.  ^ug. 

1853.  Sept. 

1852.  Sept. 

1853.  Oct. 
1852.  Oct. 
1863.  Nov. 

1852.  Nov. 

1853.  Dec. 

1852.  Dec. 

1854.  Jan. 

1853.  Jan. 


S349,126  $140,000  $489,125 
294,610      79,675     374,075  $115,040 


371,322 
340,916 
326,706 
300,649 
242,327 
209,776 
190,014 
160,657 
160,790 
126,767 


200,000 
97,758 
223,500 
116,891 
215,893 
152,114 
230,010 
197,059 
167,356 
185,699 


571,322 
4.38,674 
f  50,206 
416,641 
458,221 
361,889 
420,025 
357,717 
328,247 
312,367 


132,648 

133,665 

96,332 

62,308 

15,880 


Total  increase $555,882 

Total   receipts  Now  York  Central 

Railroad  for  si.\  months  ending 

1st  February,  1854 $2,817,147  87 

TotaJ  increase  for  six  months 666,882  08 

Average  increase  per  mouth 92,647  01 

Cleveland  and  New  York  City  Railroad. 

The  above  Company  have  been  organized  by 
the  choice  of  the  following  persons  directors  :  E. 
G.  Williams,  H.  W.  Clark,  J.  A.  Merely,  Cleveland; 
Uri  Seely,  R.  Hitchcock,  Painesville;  W.  W. 
Branch,  Madison ;  Frederick  Carlisle,  Ashtabula. 
The  Directors  elected  Ellery  G.  Williams,  of  Cleve- 
land, as  President,  and  W.  H.  Stanley,  Secretary 
and  Treasurer.  The  total  amount  of  stock  sub- 
scribed is  $417,000.  It  is  proposed  to  to  build 
this  road  with  a  six  foot  track  from  Cleveland  to 
Erie,  which  will  there  connect  with  a  road  of  like 
gauge,  intersecting  the  New  York  and  Erie  Rail- 
road, making  a  continuous  track  of  equal  gauge 
to  New  York  City.  Its  western  connection  will  be 
with  the  proposed  road  to  Cincinnati  and  St.  Louis, 
and  roads  terminating  in  Ohio  City. 


Journal  of  Railroad  Law. 

Subscriptions  to  Railroad  Stock  by  Municipal 
Bodies. 

In  our  issue  of  September  17th,  1863,  we  pub- 
lished the  decision  of  the  Supreme  Court  of  Penn- 
sylvania which  asserted  the  constitutionality  of 
such  subscriptions  when  sanctioned  by  legislative 
authority,  two  judges  of  that  Court,  however,  dis- 
senting from  their  brethren. 

A  corresponding  decision  has  since  been  render- 
ed by  Hon.  A.  W.  Graham,  Judge  of  the  Warren 
Circuit  Court  of  Kentucky  in  the  case  of  Smith 
and  others  against  the  Louisiana  and  Nashville 
Railroad  Company  and  others.  In  1849,  this  Rail- 
road Company,  together  with  others,  was  charter- 
ed and  certain  County  Courts  including  that  of 
Warren  were  authorized  to  subscribe  for  stock  iu 
said  roads  and  to  submit  the  question  of  the  pro- 
priety of  their  so  doing  to  the  popular  vote  of  the 
County.  A  vote  was  accordingly  taken  in  resjject 
to  subscribing  $160,000  to  the  Bowling  Green  and 
Tennessee  line  road  and  the  like  sum  to  the  Louis- 
ville and  Bowling  Green  road,  and  it  resulted  fav- 
orable to  the  measure  proposed.  The  subscriptions 
were  in  each  case  made,  and  a  levy  of  a  half  of 
one  per  cent,  on  taxable  property  in  Warren 
County  declared,  in  consequence.  The  two  Com- 
panies owning  the  said  roads  were  then  amalgam- 
ated, and  the  County  Court  proceeded  to  issue 
bonds  with  coupons  attached,  for  the  purpose  of 
corrying  out  their  undertaking.  A  tax  of  a  fourth 
of  one  per  cent.,  having  then  been  ordered  to  be 
collected  for  the  payment  of  interest,  the  plaint- 
iff applied  for  an  injunction  against  any  further 
proceedings,  on  the  part  of  the  consolidated  Rail- 
road Company,  the  Sheriff  and  the  Warren  County 
Court. 

The  most  important  question  argued  at  the 
hearing  was  whether  the  charters  of  the  Railroad 
Companies  above  mentioned  were  constitutional. 

The  Judge  decided  this  question  in  the  affirm- 
ative, and  in  delivering  his  opinion  in  relation 
to  this  subject  he  substantially  said  that 
in  Kentucky  no  railroad  of  any  extent  can  bo 
built  without  the  aid  of  City  and  County  subscrip- 
tions, yet  the  Constitution  must  be  implicitly 
obeyed.  In  order  to  investigate  this  subject  proper- 
ly it  is  necessary  to  examine  the  adjudications  of 
the  Kentucky  Courts  upon  the  question  presented 
before  the  meeting  of  the  Convention  for  making 
the  existing  State  Constitution.  More  than  20 
years  ago  in  the  case  of  O^Hara  against  the  Lex- 
ington and  Ohio  Railroad  Company,  Dana  233. 
the  Court  said  "the  commonwealth  had  a  right  to 
construct  a  railroad.  It  had  the  right  to  delegate 
this  power  to  individuals."  The  same  principle 
was  asserted  in  the  City  of  Louisville  against 
Hyatt  9.  Dana  616.  "The  Legislature  may  author- 
ize a  majority  of  the  owners  of  property  on  a 
square  in  a  city  to  decide  that  certain  improve- 
ments shall  be  made  at  the  expense  of  the  lot- 
holders.  In  Chceny  vs.  Hoosen,  9.  B.  Mon.  338, 
the  Court  said :  "The  legislature  have  the  power 
of  granting  charters  of  incorporation,  and  have 
the  constitutional  power  to  confer  taxing  power 
upon  towns  and  other  local  corporations,  essential 
to  their  local  convenience.  All  lands  of  the  com- 
monwealth are  subject  to  the  general  power  of  the 
legislature  to  tax  them  either  for  general  purposes 
of  government  or  for  local  purposes  within  local- 
ities within  which  they  may  be  situated."  By  an 
act  incorporating  the  Louisville  and  Frankfort 
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Railroad  Co.,  the  city  of  Louisville  was  authoriz- 
ed to  subscribe  stock  ;  to  levy  a  tax  on  the  pro- 
perly of  the  citizens  for  its  payment,  and  each 
tax  payer  was  to  be  entitled  to  the  stock  for  which 
he  had  paid.  In  that  case  (sec  9.  B.  Men.  529,) 
the  Court  decided  the  act  was  not  unconstitution- 
al, nor  was  it  rendered  invalid,  because  the  bene- 
fit might  not  be  equal  in  its  operation.  "The 
legislature  have  constitutional  authority  to  grant 
to  towns  and  cities  power  to  tax  the  property  of 
their  citizens  for  the  construction  of  works  of  in- 
ternal improvement  for  facility  of  access  to,  and 
of  transportation  to  and  from  the  town  or  city." 
See  Leigh  (Virginia)  reports,  120.  Connecticut  re- 
ports 475 ;  and  Talbot  vs.  Dent,  9.  B.  Mon.  535. 
Other  cases  from  the  Supreme  Court  of  Kentucky 
and  other  States  might  be  referred  to,  sustaining 
and  enforcing  the  principles  recognized  and  ad- 
opted iu  the  foregoing  opinion.  Thus  when  the 
Convention  assembled,  the  members  well  knew 
it  to  be  settled  law  that  the  legislature  could  em- 
power municipal  bodies  to  subscribe  to  the  stock 
of  railroad  companies  and  to  lay  taxes  therefor. 
And  in_their  new  constitution,  they  placed  ho  re- 
striction upon  the  power  of  the  legislature  in  this 
respect.  On  the  contrary  the  records  of  the  Con- 
vention show  that  when  the  subject  was  distinctly 
presented  to  their  consideration  they  refused  to 
impose  any  such  restriction  of  legislative  authori- 
ty, and  refused  to  interfere  with  its  exercise. 

Again  it  is  argued  that  this  charter  gives  to  the 
people  of  the  county,  the  power  to  make  the  law. 
If  it  be  so,  the  Act  is  unconstitutional,  because 
the  constitution  has  vested  the  law-making  power, 
exclusively  in  the  Legislature. — But  this  law  is 
not  thus  objectionable.  The  Act  is  mandatory  in 
some  of  its  provisions,  and  leaves  a  discretion  in 
others.  It  commands  the  vote  to  be  taken,  and  if 
the  subscription  is  made  it  imperatively  directs 
all  the  subsequent  proceedings.  It  submits  to  the 
voters  of  Warren  and  other  counties  who  are 
chiefly  interested  and  are  to  bear  the  burdens  if 
assumed  whether  the  subscription  shall  be  made, 
and  the  law  thus  fully  executed.  It  is  not  the 
vote  which  makes  or  alters  the  law,  it  is  the  law 
that  directs  the  vote  axd  prescribes  every  thing  to 
be  done  consequent  upon  it.  The  law  is  perfect, 
final  and  decisive  in  all  its  parts,  and  the  discre- 
tion given  only  relates  to  its  execution. — It  may 
be  employed  or  not  employed— if  employed  it 
rules  throughout.  If  not  employed  it  still  remains 
the  law,  ready  to  be  applied  whenever  the  prelim- 
inary condition  is  performed ,— 21  Ohio  Reports  86. 

But  the  most  prominent  objection  taken  is  that 
the  Act  violates  that  provision  of  the  constitution 
which  forbids  the  taking  of  any  man's  property  for 
public  use,  without  consent  of  his  representatives 
and  without  just  compensation  previously  made 
to  him.  If  this  clause  of  the  constitution  ought 
to  receive  the  construction  which  lias  been  given 
to  it  in  the  argument,  no  County  Court  could  build 
bridges,  improve  the  county  roads,  or  even  build 
court  houses  or  jails ;  and  yet  it  was  admitted 
that  by  legislative  enactment  they  had,  and  might 
well  exercise  such  power.  "How  can  that  con- 
struction be  correct  which  will  authorize  acts  to 
be  done  for  making  one  kind  of  public  improve- 
ment and  at  the  same  time  prohibit  the  like  acts 
for  making  another  kind  ;  which  will  authorize  a 
highway  and  prohibit  a  railroad  V  Maine  ReporU, 
34,  vol.    This  railroad  is  sorely  not  more  private 


in  its  character  than  is  a  grist  mill,  owned  by  a 
single  individual,  who  derives  all  the  profits;  and 
yet  the  County  Courts  have  ever  had  the  power 
to  compel  the  people  to  contribute  their  time 
and  labor  to  open  and  keep  in  repair  roads  lead- 
ing to  the  mill.  Although  the  one  is  much  more 
extensive  and  costly  than  the  other,  the  principle 
of  public  good  which  justifies  the  one  may  well 
sanction  the  other. 

But  this  Act  does  not  take  from  any  man  his 
property ;  it  does  nat  divest  him  of  his  title,  or 
in  any  manner  effect  it.  It  may  be,  that  the 
taxation  which  a  large  majority  of  the  people  of 
Warren  have  by  their  vote  imposed  on  themselves 
as  well  as  on  the  minority  may,  in  some  instances, 
be  oppressive  ;  if  it  shall  so  turn  out,  it  is  to  be 
regretted.  On  this  subject  the  patriotic  language 
of  that  very  able  and  distinguished  jurist,  Judge 
Bibb,  when  delivering  the  opinion  of  the  Court  of 
Appeals  in  Beard  vs.  Smith  6.  Monroe.  499.  i»  in 
point.  The  design  and  good  of  civil  society  ne- 
cessarily require  that  the  natural  and  acquired 
rights  of  each  member  should  admit  of  limitation 
several  ways,  and  to  a  certain  extent  by  authority 
of  Government.  It  is  better  ever  for  men  that 
the  State  in  general  flourish,  though  they  them- 
selves do  not  thrive  in  it,  that  that  they  should 
flonrish  in  their  private  afiiairs  and  the  public  suf- 
fer. For  let  a  man's  private  affairs  be  never  so 
prosperous,  yet  if  his  country  be  lost,  he  must 
perish  with  it.  That  which  is  the  preservation  of 
States  is  the  care  of  the  public  good,  and  that 
which  destroys  them  is  the  minding  only  one's 
private  advantage ;  therefore  it  concerns  both  the 
State  and  private  men  to  prefer  the  interest  of 
the  public  to  that  of  particular  persons."  (A  doc- 
trine worthy  of  attention  at  Erie). 

The  Judge  concluded  by  saying  that  he  had  in- 
tended to  quote  the  decisions  of  the  Court  of  Ap- 
peals of  Kentucky,  in  the  case  of  the  Justices  of 
Clark  against  the  Paris  &c..  Turnpike  Company. 
(11.  B.  Mon.  150,)  and  that  of  Slack  and  others 
against  Lexington  &-  Maysville  Railroad  Company, 
(13.  B.  Mon.  2,)  but  must  refrain,  because  he  had 
already  protracted  this  opinion  much  more  than 
he  expected  to  do.  No  one  who  has  read  them 
will  hesitate  to  say  that  they  fully  sustain  the 
positions  taken.  He  further  remarked  that  the 
Supreme  Courts  of  the  States  of  Ohio,  Tennessee, 
Maine,  Virginia,  Pennsylvania,  Connecticut,  New 
York,  Louisiana,  and  other  States  with  constitu- 
tions much  like  that  of  Kentucky,  have  fully  and 
clearly  sustained  the  constitutionality  of  Acts  ;Df 
their  respective  Legislatures  very  similar  to  the 
charters  under  consideration. 

The  injunction  was  accordingly  refused. 
Common  Carriers,   A  Rule  or   Evidence    Con- 
cerning. 

In  the  case  of  Berly  vs.  Newton  brought  in  our 
Supreme  Court  for  injury  to  certain  trunks  con- 
taining merchandize,  belonging  to  plaintiff,  incur- 
red while  they  were  in  the  course  of  transporta- 
tion upon  defendant's  steamer,  evidence  was  ad- 
mitted on  the  part  of  the  plaintiff  tending  to  show 
that  it  was  the  usage  of  the  defendant  always  to 


of  the  trunks,  and  the  evidence  in  question 
showed  that  from  the  size  and  form  of  trunks 
like  plaintiff's  the  defendants  usually  inferred 
that  they  contained  merchandize  and  disposed  of 
them  on  board  of  their  boats,  accordingly. 


>¥or]cinc  wf  iUtllroadai 

With  each  successive  stage  of  completion  at- 
tained by  the  railroad  system  of  our  country,  an 
additional  importance  is  givmi  to  operation  and 
maruigcinent.  The  time  will  come  when  our  rail- 
roads will  be  all  in  operation,  and  no  more  will  be 
built.  The  railro;id  system  of  a  large  part  of  the 
country  is  already  completed,  while  a  large  amount 
of  railroad  work  now  iu  progress  is  advancing 
with  extraordinary  rapidity.  The  constructing 
talent  employed  on  railroads,  is  transferred,  upon 
their  completion,  to  new  works,  leaving  the  duty 
of  managcnunt  chiefly  in  the  hands  of  mercantile, 
rather  than  professional  men.  IIow  far  the  specu- 
lative or  temporary  expedients  of  the  one  class 
should  be  influenced  by  the  obvious  tendencies  of 
the  other,  may  not  be  diflicult  to  determine. 
Railroads  will  doubtless  pay  better  in  the  hands 
of  purely  mercantile  men,  where  a  different  qual- 
ity of  talent  has  established  the  system  of  oi)era- 
tion,  but  even  in  operating,  there  may  be  an  ad- 
vantageous infusion  of  skill,  such  as  goes  beyond 
figuring  up  the  gains,  or  economising  in  obvious 
expenditures. 

There  are  two  ways,  most  essentially  different, 
of  managing  railroads  profitably.  The  on^^bich 
is  generally  soonest  adopted  is  that  of  "curUiling" 
obvious  expenses  in  the  closest  manner,  and  in  de- 
manding the  highest  remuneration  for  the  move- 
ment of  iMirsons  and  property.  The  other  system 
docs  not  reject  the  principles  contained  in  either 
of  these  expedients,  but  adopts  them  to  such  an 
extent  as  must  be  inevitable  from  other  circum- 
stances ;  and  in  tie  meantime  takes  advantage  of 
every  improvement  in  construction  and  operation, 
in  adaptation  and  in  encouragevienl  to  business. 
The  one  assumes  that  the  science  of  railway  econ- 
omy is  e.sublished,  and  that  all  that  is  wanted  is 
to  keep  the  screws  tight.  The  other  perceives  and 
admits  improvements,  in  which  word  is  comprised 
the  sources  of  all  the  superior  facilities  possessed 
in  present  times. 

The  stringent  system  which  aims  to  save  all 
and  get  all,  is  severely  tested,  however,  when 
touched  by  the  infiuence  of  competition.  When 
it  is  assailed  by  a  stern  di-mand  for  lower  charges, 
or  a  withdrawal  of  business,  it  bustles  about,  en- 
deavoring to  show  that  such  and  such  business, 
"  cannot  be  done'  under  a  certain  cost.  In  other 
words,  it  can  only  show  that  in  some  situations, 
such  cost  has  been  incurred,  and  cannot  state 
whether  necessarily  or  not. 

We  believe  that  the  science  of  management  is 
the  most  important  in  its  bearings  upon  the  suc- 
cess of  American  Railroads:  that  it  includes  facts 
and  principles  which  are  deserving  of  a  full  state- 
ment and  of  elaborate  discussion.  Everytjhiiig 
which  cheapens  communications  promotis  general 


prosperity  in  numberless  ways.  The  access  to 
charge  freight  on  trunks  such  as  those  in  which  disUnt  markets ;  ihe  inci  ease  of  social  and  tocr- 
the  plaintiff's  merchandize  above  mentioned  was  j  cantile  acquaintance,  and  of  the  new  relations 
carried.  On  a  motion  for  a  new  trial  the  Judge  I  which  spring  ftom  them ;  the  spread  of  iritelli- 
held  this  evidence  to  have  been  rightly  admitted. '  S^^^'  •"  ^^  ^^'^^^^  results  are  exhibited  in  the  un- 
For  it  was  necessary  for  plaintiff  to  show  that  the  exam  pled  growth  of  our  own  country,  are  al  due 


defendant  knew  or  bad  due  notice  of  the  contents 


to  the  adoption  of  those  mechanical  expedients 
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which  hf.vc  reduced  the  re.si8tauce,  and  thereby 
the  cost  o'  locomotion. 

In  this  field  the  Journal  will  ever  fctrive  to  be  a 
faithful  laborer.  There  is  yet  necessity  for  a  vast 
deal  of  information  touching  the  subject  involved. 
The  construction,  working,  wear  and  renewal  of 
every  member  of  the  railroad  system  mubt  yet  be 
discussed  and  illustrated.  Wc  sliall  be  prci)are(l 
to  show  in  a  short  time  that  the  assumption  of  the 
perfection  of  the  railway  system  has  operated 
most  disadvantageously  upon  the  interests  of  those 
who,  by  their  adoptioiijof  a  corresponding  system, 
have  shown  their  faith  in  such  perfection;  in  other 
words,  the  respectable  Conservatives  who  control 
such  roads  as,  with  fayorable  routes  can  scarcely 
maintain  their  local  iusiness,  and  nearly  all  of 
which  have  zealouly  re  nscd  all  advances  of  pro- 
gress.    It  can   be  sho  rn  that  this  charge  of  up- 

the  result  of  wild  reason- 
out  by  f.ict.". 


bill  conservation  is  not 
ing,  but  that  it  is  born< 


In  these  discussions  \rc  .shall  expect   (o  be  sup- 


plied with  the  necesfarj 
developed  in  the  coiistr 


materials.   Physical  facts 
ictl  n  or  workiiig  of  rail- 


and  that  it  only  requires 


the  materials  necessary 
sioD. 


roads  and  of  their  machinery  will  be  always 
thankfully  received,  aiii  we  are  confident  that 
there   is  enough  of  suth  information  in  exi.stencc 


to  be  brought  out.  Every 


engmeer,   snperinten'lent,  master   of    machinery 
locomotive   and   car   biilder'has  more  or  less  of 


to  the  purposes  of  discus- 


Rall^rn  r  Signal*. 


A   recent  immber  of 


gives  illustrations  and  d  .'scriptious  of  an  improved 
railway  signal,  which  )y  its  simplicity  and  the 
certainty  of  its  indicaliois,  deserves  to  be  widely 
adopted  ia  our  own  cquntiy     Indeed  upon  the 


most  careles  inspection  i' 
the  preference  which  we 


foreign  scientiflc  Journal 


will  be  seen  fully  to  merit 
have  givun  it. 


i  is  a  corresponding  side  view  of  the  signal  at  righl 
mglcs  to  fig.  1.  Fig.  3  is  a  detached  front  view  o\ 
the  actual  signal  portion  alone,  representing  thi 
indicating  apparatus  in  its  second  position,  to  show 
that  a  passing  train  must  proceed  with  caution,  a 
square  green  disc  being  displayed  for  the  purpose. 
Fig.  4  is  a  similar  detached  view  of  the  disc-signal- 
ling details,  wherein  two  di-stinct  red  discs  are 
exhibited,  to  indicate  danger. 

The  signal  consists  of  a  stout  wooden  pillar,  a, 
'tarrying  horizontal  side  brackets,  n,  in  which 
brackets  arc  plain  eyes,  to  receive  the  paralled 
vertical  iron  rod,  r,  This  main  post,  a,  is  fitted 
vith  a  ladder,  n,  and  platform,  e,  in  the  usual  way, 
for  the  ascent  of  the  signalman ;  and  its  inner  front 
face  currios  a  stationary  circular  disc,  k,  with  a 
red  face,  pointing  in  the  reverse  direction  to  the 
train's  motion.  The  adjusting  rod,  c,  is  passed 
freely  through  its  plain  eyes  in  the  brackets,  b, 
having  liberty  both  to  rotate  and  traverse  longi- 
tudinally therein,  a  collar  being  on  the  lower  end 
of  the  rod,  to  prevent  it  from  traversing  too  high 
at  any  time.  This  rod  is  surmounted  by  a  circular 
signal  disc,  h,  coloured  white  on  one  side,  as  shown 
in  fig.  1,  and  red  on  the  other,  as  in  fig.  4.    Be- 


Fig.  3. 


Fig.^. 


neath  this  ^ide,  the  rod  also  carries  a  second  disc, 
of  a  s<[uare  or  rectangular  shape,  and  checked 
or  h.-ilf-entered  into  the  upper  disc,  n,  forming  one 
piece  with  it.  These  details,  with  the  ordinary 
lamp,  J,  on  the  apex  of  the  rod,  c,  form  the  entire 
signalling  apparatus.  The  front  face  of  the  timber 
post,  A,  ha.x  also  bolted  to  it,  lower  down,  a  spiral 
guidcpice,  or  incline,  k,  held  at  its  two  ends,  i,,  in 
a  flxid  position.  This  spial  piece  embraces  the 
rod,  c :  and  an  adjiislable  arm,  m,  sUinding  out  at 
right  angles  from  the  rod,  carries  a  small  pulley, 
v,  upon  its  outer  end,  bearing  u]M)ri  the  edge  of 
the  incline  as  a  support,  a  small  handle,  o.  being 
litted  up  with  a  catch,  as  shown  in  dotted  lines, 
for  adjustment.  Or,  when  the  signal  is  to  be  actua- 
ted from  a  distance,  by  cords  or  ro|)es,  in  the  usual 
way,  the  conmon  signal  wire-ropvs  is  p.issed  round 
.\  p\iHey,  keyed  on  near  the  lower  end  of  the  rod, 
\.  An  additional  lamp,  a,  may  be  attached  to  the 
red  face  of  thi^  upper  disc,  h,  as  a  security  against 
danger,  arisin-  from  colour  blindness,  or  an  inabil- 
ity f.iirly  to  distii:guish  difterent  colours.  When 
the  signal  is  in  its  first  position,  as  delineated  in 
figs.  1,  2,  and  I,  the  circular  disc,  having  its  white 
lace  towards  the  approaching  train,  completely 
covers  or  conceals  the  fixvd  red  disc,  i\  on  the 
wooden  pillar,  from  view  ;  wiiils'  the  green  disc,  i, 
being  turned  with  its  edge  towards  the  coming 
train,  is  also  invisible.  Under  these  circumstances, 
then,  the  engine-driver,  seeing  only  tlie  white  face, 
or  a  single  rouud  disc,  knows  that  the  line  is  clear 
for  his  journey.  But  if,  from  any  cause,  "  caution" 
is  to  be  signalled,  the  signalman,  either  by  hi^ 
Fig.  1  is  ai  front  elevation  of  a  signal  of  the  im  wire-ropy  and  pulley,  or  the  adjustiiig  handle,  o, 
proved  kind!  as  arranged  in  its  piimary  position,  tnnis  the  rod,  c,  one  (juarter  round  upou  its  axis 
presenting  a  plain  white  disc  to  the  view  of  the  Then,  as  the  arm,  m,  is  fast  on  the  rod,  c,  it  goes 
engine-driver,  indicating  that  the  line  i«  clear,  aud  rouud  with  it;  and  in  tlie  traverse  of  the  pulley,  n, 
tbereforo  that  the  \t^xxi  may  safely  proceed,    ri^jovei-  Hje  iodine,  k,  the  rod,  c,  U  caused  ^  rfie  up 


through  its  bracket  bearings,  so  as  to  bring  the 
signal  discs  into  their  second  position,  as  represen- 
ted in  fig.  3.  The  circular  red  and  white  faced 
lisc  is  now  turned  with  its  edge  towards  the  train, 
and  is  therefore  invisible ;  whilst  the  rectangular 
»reen  disc,  i,  faces  the  train,  and  covers  up  or 
:;onceals  the  fixed  red  disc,  f,  entirely  from  the 
Iriver's  view ;  so  that,  as  the  look-out  on  the  train 
sees  only  the  green  disc,  he  at  once  knows  that  he 
must  run  slowly  and  with  care.  If  "danger"  is 
to  be  signalled,  for  the  puriK)so  of  stopping  the 
train,  the  signalman  turns  the  rod,  c,  another 
quarter  around  ,  the  resulting  traverse  of  the  arm, 
M,  over  the  spiral  guide,  k,  carries  the  rod  still 
further  upwards  in  its  bearings,  bringing  the  signal 
discs  into  their  third  position,  fig.  4.  The  circular 
disc,  H,  having  thus  been  turned  a  full  half  round, 
now  presents  its  red  face  towards  the  train;  and 
its  increased  elevation,  due  to  the  spiral  guide 
action,  having  brought  it  to  a  higher  level  than 
that  of  the  stationary  disc.  i\  the  engine-driver 
now  sees  two  separate  red-faced  discs  of  circular 
shajt  ,  forming  a  very  striking  "  stop"  signal.  On 
reversing  the  action  of  the  rod,  c,  the  discs  are 
obviously  brought  back  into  their  normal  position, 
as  in  figs.  1,  2,  and  3. 

For  night-work,  the  lamp-signals  will  act  in  this 
manner: — In  the  first  position,  the  lamp,  j,  on  the 
top  of  the  rod,  c,  will  give  a  white  light,  indica- 
ting "all  clear;"  whilst  the  lower,  or  secondary 
lamp,  Q,  is  screened  by  the  circular  disc,  h.  In 
the  second  position,  when  the  rod,  c,  is  turned 
one-fourth  round,  the  upper  lamp,  j,  has  a  new- 
branch  brought  forward  to  throw  out  a^green  light, 
indicating  "  caution,"  the  secondary  Ivmp,  a,  being 
still  shaded.  In  the  third  position,  the  third  branch 
of  the  compound  lamp,  j,  will  give  out  a  red  light, 
whilst  the  single  secondary  l^mp,  q,  is  now  brought 
to  bear,  aiid  gives  a  similar  red  light,  both  in  the 
direction  of  the  approaching  train.  In  this  case, 
should  the  look-out  be  effected  with  colour  blind- 
ness, he  will  yet  be  put  on  his  guard  by  the  ap- 
pearance of  two  distinct  lights,  indicating  danger. 


Survejr  for  the  Pacific  Railroad. 

The  Secretary  of  the  Treasury  has  sent  to  the 
Senate  a  document  containing  the  reports  of  the 
different  parties  who  have  been  in  the  field  the 
pa.st  season,  making  surveys  and  explorations  of 
the  proposed   routes  for  a  railroad  to  the   Pacific. 

The  following  is  a  summary  of  the  report  made 
by  Governor  Stevens,  of  the  Nerthern  route : 

Accompanying  Governor  Stevens  report,  is  a 
map  sketch  on  a  scale  of  1-600000  of  the  route 
of  the  proposed  road  from  St.  Paul  to  the 
Shayenne  river,  and  Governor  Stevens  is  "  confi- 
dent no  grade  will  be  found  of  more  than  twenty 
feet  per  mile,"  aud  "  cost  without  equipment  will 
not  exceed  $20,000  per  mile." 

Another  map  sketch  is  given  on  a  scale  of  1- 
1200000,  from  St.  Paul  to  Fort  Union.  He  says 
the  "  enclosed  sketch  of  a  railroad  route  is  cer- 
tainly practicable  at  a  cost  not  probably  exceeding 
:$40,000  per  mile.  *  *  The  great  key  points  of 
the  country  are  the  valley  of  the  Moose  river,  and 
the  region  of  the  Bois  de  Sioux,"  No  grade  is 
mentioned,  nor  profiles  given,  of  any  portion  of 
the  route. 

West  of  Fort  Union  no  sketches  of  the  country 
have  been  received.  The  rivers  along  the  route 
are  reported  as  being  very  much  out  of  place  on 
the  maps,  and  indeed  it  is  impossible  to  trace  the 
route  definitely  upon  ordinary  m;ips.  No  astro- 
nomical positions  are  given.  - 

The  nature  and  subsUiuee  of  the  results  obtain* 
ed  west  of  Fort  Union,  so  far  as  reported  are  as 
follows : 

At  Furl  Benton .-^Gox&rnov  Stevens  says,  "  up 
to  this  point  we  have  found  the  country  entirely 
practicable.    Wbicltever  pass  in  tbe  mo^Btalns  ii 
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decided  upon,  the  Milk  River  Valley  will  furnisb 
a  good  approach." 

At  St.  Mark's  Valkij. — He  Feports  tb.it  two  ap- 
proaches to  Cadot's  pass  were  examined,  both  re- 
quiring a  tunnel,  "  not  exceeding  a  mile  in  length," 
and  a  grade  that  will  not  "  probably  exceed  forty 
or  forty-five  feet  per  mile." 

To  the  West,  "  the  descent  down  the  Hell-gate 
River  was  mostly  through  an  open  valley,  till  the 
Hell-gate  passage  is  reached,  where  the  river 
winds  in  a  narrow  defile,  requiring  for  a  railroad 
expensive  sustaining  walls  and  embankments,  and 
probably  some  small  tunnels  to  avoid  short  curves." 
"It  can  be  turned  by  tunnelling  a  marble  moun- 
tain to  the  south  of  it,  or  by  crossing  over  from  a 
tribuUry  tf  the  Hell-gate  in  the  open  valley  of 
the  pass  to  the  valley  of  the  river  Jocko,  one  of 
the  principal  southern  tributaries  of  Clarke's 
fork."  This  was  explored  and  a  barometer  profile 
taken ;  "  in  the  absence  of  it,  can  only  state  it 
will  probably  furnish  a  practicable  mode  of  avoid- 
ing the  Hell-gate  defile.  ' 

Cadot's  Pass  is  repotted  as  being  "  nearly  3,000 
feet  below  the  South  Pass,"  and  "  a  much  better 
one,  both  in  summer  apd  winter."  A  small  party 
examined  a  Pass  in  the  Rocky  Mountains  south  ol 
Cadot  8  Pass,  and  was  fitted  out  to  examine  the 
Marias  Pass  to  the  north  of  it. 

Tha  Bitter  Root  range,  west  of  St.  Mary's  val- 
ley, are  said  to  be  impracticable. 

•At  Otympia,  Dec.  6. — Governor  Stevens  reports 
that  a  route  was  surveyed  over  the  Coeur  d'Eleine 
Mountains  from  St.  Mary's  to  Fort  Colville,  but 
no  barometer  profile  taken  for  want  of  an  instru- 
ment. "  It  is  probable"  these  mountains  might 
be  passed  with  a  tuimel  not  exceeding  "  six  or 
perhaps  four  milesi  without  involving  impractica- 
ble grades."  DifficuWes  from  snow  "should  be 
carefully  investigated. ' 

Lieutenant  Donelson  surveyed  the  general  line 
of  Clarke's  fork.  Governor  Stevens  says  he  "  re- 
ports the  route  from  the  debouche  of  the  Hell- 
gate  Pass  to  the  banks  of  the  Spokane"  *  *  * 
as  "practicable,  involving  no  other  difficulties 
than  are  usually  met  with  in  the  Alantic  States, 
and  that  it  will  connect  well  with  a  route  through 
the  Marias  Pass,  should  a  practicable  one  be  as- 
certained. The  grass  is  generally  good,  there 
having  been  a  scarcity  only  two  nights." 

The  Coumbia  was  explored  from  Fort  Colville 
to  the  forty-Hinth  parallel.  Captain  McCleilan  ex- 
plored the  Cascade  range  as  far  north  as  the  forty- 
ninth  parallel,  and  his  examinations  were  connect- 
ed with  the  others  under  Governor  Stevens. 

Governor  Stevens  refers  to  Captain  McClellan's 
examinations,  and  "  I  apprehend  no  difficulty 
whatever  in  the  Sno-qual-me  Pass  to  the  passage 
of  a  railroad  ;  and  from  information  I  have  receiv- 
ed from  old  residents,  particularly  from  Mayor 
Goldsborough,  a  civil  engineer  who  has  carefully 
examined  the  country,  it  will  be  an  easy  matter 
to  carry  it  to  a  good  harbor  on  the  sound." 

According  to  Captain  McClelland's  report  of 
September  18,  the  Sno-qual-me  Pass  "  U  at  the 
head  of  the  main  Yakima,"  some  thirty-five  miles 
north  of  Mount  Reginer.  The  lowest  point  of  the 
divide  is  3,543  feet  above  Vancouver.  The  des- 
cent to  the  east  to  Lake  Katchelas,  a  distance  in 
a  direct  line  of  about  three  and  one-lourth  miles, 
is  1,129  feet;  beyond  this,  "  there  is  no  difiiculty 
in  the  construction  of  a  road  of  any  kind."  He 
did  not  "  proceed  more  than  a  few  miles  beyond 
the  divide"  to  the  West,  but  as  far  as  he  went, 
"  the  valley  was  narrow  and  the  descent  steep." 
He  reports  Nah-ches  Pivss  as  4,960  feet  above 
Vancouver,  and  not  so  favorable  as  the  other.  In 
both  Passes  the  snow  accumulates  in   the  narrow 


to.     At  the  date  of  Governor  Stevens'  last  com- 
munication, (December  6,)  the  finished  drawings 
and  estimates  had  not  been    made  for  any  portion 
of  the  work.     The   explorations  west  of  the  Ca.s- 
cade  range  are  not  terminated.     The  report*   oi 
those  sent  to  gaug«  the  pnows  had  not  been  re 
ceived,  nor  of  the  party  left  to  finish  the   survey 
of  the  Missouri  river,  nor  the  one  to  run  a  line 
from  St.  Mary's  to  Fort  Hall. 
Report  op  the  Sdrvey  op  Wii.KEg's    A.\n    thk 
Neighboring  Passes. 
Depot  Cavip,  Pose  Creek,  Aug.  31,  1853. 

I  have  just  returned  here  from  a  twenty  day's 
examination  of  the  various  passes  of  t  e  Sierra 
Nevada,  and  give  the  results  so  far. 

I  started  from  this  point,  which  is  eight  miles 
North  of  Kern  River,  and  went  through  Walker's 
Pass,  the  northernmost  point  on  the  Sierra,  where 
it  is  supposed  possible  to  carry  a  railroad  across. 
Then  re-ascending  to  the  summit  of  the  pass,  1 
wished  to  follow  the  back  bone  of  the  mountain, 
southwardly,  till  it  joined  the  coast  range  ;  thus 
necessarily  seeing  every  depression  in  the  ridge. 
Having  thus  ascertained  the  lowest  points,  I  then 
intended  to  ascertain  if  they  were  accessible  from 
both  bases.  This  plan  I  followed  most  successful- 
ly, and  I  have  now  a  good  knowledge  of  these 
mountains — am  certain  that  no  pass  exists  (with- 
in the  above  limits)  that  I  have  not  examined— 
and  am  now  prepared  to  commence  a  survey  of 
the  best  of  them. 

I  regret  to  say  that  the  difficulty  of  crossing 
the  mountains  is  much  greater  than  I  anticipated ; 
but  I  think  there  is  no  doubt  of  the  practicability. 
I  have  been  through  eight  passes,  most  of  which 
are  very  bad,  and  I  will  briefly  describe  some  of 
them.  You  must  understand,  however,  that  my 
opinions  here  expressed  may  be  modified,  when  1 
get  a  more  accurate  knowledge  from  surveys. 

With  this  understanding,  I  will  commence  by 
saying,  that  Walker's  Pass  is  out  of  tke  question. 
To  reach  this  we  ascend  Kern  River  (properly  the 
Potum-ko-la)  for  some  fifty  miles,  where  a  branch 
comes  in  from  the  East.  This  we  ascend,  in  a 
wide  and  gently  ascending  valley,  for  some  twelve 
miles,  when  we  leave  it,  cross  the  divide  and  enter 
the  plain  or  basin  beyond.  The  difficulties  are : 
Ist,  ascending  Kern  River  ;  2d,  ascending  to  the 
summit  from  the  valley  of  the  branch  ;  3d,  des- 
cending to  the  basin. 

1st.  On  Kern  River  high  mountains  come  down 
abruptly  on  each  side,  forming  a  canon  of  five  or 
6  miles  in  length,  impassible  for  mules,  and  prob- 
ably for  footmen,  since  there  is  no  Indian  trail 
through  it — and  these  mountains  cannot  be  turned. 
Hence,  to  go  by  K«m  River,  an  immense  deal  of 
cutting,  blasting,  &c.,  would  have  to  be  done 
Rock,  granite.  This  river  falls  in  the  fifty  miles 
— fifty  feet  to  the  mile  on  an  averjige. 

2d.  The  ascent  to  the  summit  for  five  miles  is 
over  oOO  feet  to  the  mile,  and  rugged  rocky 
mountiiins  on  each  side,  cut  up  by  precipitous 
ravines,  prevent  a  winding  course  to  gain  distance. 

3d.  The  descent  from  the  summit  to  the  basin 
is  8  miles,  and  over  250  feet  to  the  mile.  The  alti- 
tude of  Walker's  Pass  is  over  4,600  feet  above  the 
Tulare  Valley,  and  over  5,000  abeve  the  .sea.  The 
basin  is  2,500  feet  above  the  valley. 

Proceeding  south,  the  next  pass  worthy  of  note 
is  one  never  before  passed  through  so  far  as  I  can 
ascertain.  The  ascent  from  tlie  basin  is  uniform, 
and  not  more  than  a  himdred  feet  to  the  mile,  ar- 
riving at  the  lowest  point  but  one  of  the  Sierra 
Nevada— 3,100  feet  above  the  Tulare  Valley.  A 
creek  runs  from  the  summit  to  the  valley,  but  the 
descent  for  10  miles  is  300  feet  to  the  mile.  Pos- 
sibly, by  wind  in?  in  the  hills  a  more  gradual  des- 
cent could  be  found — still  it  would  be  difficult 
and   very   expensive.     Instead   <Jf  following  this 


valleys,  probably  20  feet,  and  in  the  mountains, 
five  or  six  feet. 

Owing  to  the  lateness  of  the  season,  the  survey 'creek  we  can  follow  along  the  crest  of  the  moun- 
was  to  be  contined  to  Puget  Sound  by  the  line  of  tain,  on  nearly  a  level  for  15  miles,  and  then^des- 
the  Columbia  and  Coulitz.  jcend  nearly  the  whole  vertical  distance  in  3  or  4 

Governor  Stevens  does  not  mention  any  grade  miles.  If  inclined  plane,  with  stationary  engines, 
as  the  probable  maximum  from  the  silmmit  of  have  to  be  resorted  to,  this  would  hie  a  good 
Cabot's    Pass  to  Puget  Sound.     The  extent  of  point. 

country  adapted   to  cultivation,  and   the  facilities      Still  fVjrther  south  there  are  two  passes  leading 
for  wood  and  water,  are  not  particularly  alluded  into  the  head  of  the  Tulare  Valley,  at  a  jJace 


called  Tejon.  A  wagon  road  passes  through  one, 
which  is  beginning  to  be  known  a«  the  Tejon  Pa«», 
and  it  is  the  worst  wagon  road  I  ever  saw.  TIkj 
pass  fortunately  presents  some  good  features  for 
a  railroad.  Two  small  streams  run  from  near  the 
summit — one  into  the  basin,  the  other  int*  the 
Tejon — but  their  sources  are  separated  by  a  nar- 
row divide  over  1,500  feet  high.  I  have  great 
hope  that  a  survey  will  show  that  should  this 
ridge  be  tunneled,  the  road  can  pass  up  one  creek 
through  the  tuunal,  and  down  the  other.  The 
summit  of  the  Tejon  Pass  is  4,500  feet  above  tlie 
Tulare  Valley. 

Jhc  other  pass  coming  into  the  Tejon  is  called 
the  Canada  De  Las  Uvas  (grajie  ravine).  In  this 
a  small  brook  descends  into  the  Ttjon,  1,400  feet 
in  4  miles,  while  the  rest  of  the  pass  is  of  gentlfe 
ascent  and  descent.  The  summit  is  3,100  feet 
above  the  Tulare  Valley — the  same  lieight  as  t  Jat 
of  the  passes  before  mentioned.  Two  modes  would 
naturally  suggest  themselves  for  making  a  road 
through  this  p^iss.  One,  a  system  of  inclined 
plants  with  stationary  engines  over  the  4  miles 
above  mentioned  :  a  second,  by  following  along 
the  side  hills.  Before  I  express  an  opinion  ou 
these  points,  I  must  wait  till  a  survey  of  the  pass  ' 
is  made.  I  intend  to  leave  here  to-morrow  for  the 
Tejon,  25  miles  distant,  and  shall  run  a  line  of 
levels  through  the  Ttjon  Pass  and  the  Canada  De 
Las  Uvas,  at  the  same  time  making  an  accurate 
4ketch  of  the  hills  and  ravines  on  each  side.  From 
the  data  thus  obtained,  I  shall  be  able  to  give  ful[ 
information  on  the  subject.    So  much  for  passes. 

R.  S.  WILLIAMSON. 

The  little  that  was  received  fr©m  Capt.  Gun- 
nison previous  to  his  massacre  is  not  favorable 
for  the  route  he  was  commissioned  to  explore, 
which  was  what  is  termed  Benton's  route,  by  way 
of  the  Huerfano  and  the  Coo-chi-lo-pci  pass.  Tb<« 
information  furnished  by  him  is  altogether  too 
meagre  to  be  of  any  particular  value. 

The  survey  of  the  route  upon  the  36th  parallel 
was  entrusted  to  Lieut.  Whipple.  When  last  heard 
from,  he  was  at  the  Zuni  villages.  We  give  his 
dispatch,  though  not  very  intelligibly,  for  want  of 
a  map  of  the  route. 

Camp  So.  70,  'luar  Pueblo  Zuni,  Sor.  25. 

Colancl :  I  have  the  honor  to  enclose  a  geologi- 
cal and  a  pencilled  sketch  of  a  general  profile  of 
our  route  from  Fort  Smith  to  Rio  drl  Norte.  The 
vertical  scale  of  the  latter  not  being  exaggerated, 
the  minor  deflections  are  unapprcciable.  However, 
it  may  serve,  like  the  rough  topographical 
sketches  already  sent,  in  the  cbai^  of  ^nor  Don 
Ambrosio  Anuijo,  to  guard  againt^t  a  total  loss  of 
our  work,  in  case,  by  any  accident  the  notes  we 
carry  should  be  destroyed.  By  examination  you 
map  yerceive  that  no  great  obstacle  is  opposed  to 
the  construction  of  a  railway  along  the  route  tra- 
versed by  the  wagons,  the  profile  of  which  is  given 
from  barometric  observations,  taken  at  every 
point  wherever  occurred  a  change  in  rrade.  This 
profile,  however,  is  intended  merely  as  the  basis 
for  a  reconnaissance  m>on  which  the  profile  of  de- 
flections for  a  better  route  may  be  projecte<l. 
Several  such  deviations  have  been  matle,  but  not 
yet  represented  upon  the  profile:  One  through  a 
level  prairie  south  of  the  road  and  extending  near- 
ly from  the  I'oteau  to  the  San  Bois;  another 
passes  over  a  slightly  uodulating  country,  from 
the  head  waters  «f  Coal  Creek  to  the  waters  of 
Boggy,  leaving  the  Shawnee  villages  north.  It  Is 
a  question,  also,  whether  the  valley  of  the  Cana- 
dian should  not  be  kept  nearly  the  whole  way  to 
the  mouth  of  Tummcari  creek,  thus  avoiding  the 
ascent  to  the  Llano  estecado,  and  proceed  to  tbo 
Pecos,  north  of  Anton  Chico,  where  the  canon  is 
believed  to  be  narrow  enough  to  be  spaimod  by 
a  bridge.  From  Rio  Pecos  to  the  >'alley  of  the 
Rio  del  Norte  is  doubtless  the  most  cx]K'usive  of 
the  first  division  of  our  route.  Still  tl)e  ground 
is  difficult  only  iu  comparison  with  that  previous- 
ly passed  over.  Two  passes  of  the  Rocky  moun- 
tains were  exawinedi  ooe  leading  by  Rio  Oalisteo 
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to  the  Pueblo  de  San  Felipe,  the  other  by  Garmel 
^ass  to  Puebla  de  Isleta.     The  first  makes  a  short 
deflection  to  the  North,  by  which  a  blind  man 
would   never  suspect   the  vicinity  of  a  range   of 
mountains.    A  branch  of  the  Galisteo  is  encount- 
ered about  25  miles  east  of  the  mountain  range, 
and  makes  a  broad  open  valley,  with  a  descent, 
imappreciable  by  the  eye,  to  Rio  del  Norte.     The 
Carmel  pass  is  more  directly  west,  and  its  cannon, 
with  some  slight  cutting,  will  afford  a  good  route. 
Debouching  from  the  mountains,  a  wide  arrayo, 
with  a  grade  of  about  50  or  60  feet  to  the  mile, 
leads  to  Isleta.    At  these  pueblos,  San  Felipe  and 
Isleta,  are  found  the  two  best  crossings  of  the  Rio 
del  Norte.    At  both  places  the  diluvium  drift  in- 
'   fringes  upon  each  side    of  the   river,    affording 
natural  abutments  for  a  bridge.     From  the  latter 
poin  the  survey  has  been  continued,  with  a  sweep 
'     to  the  South,  to  ascend  ihe  Mesa,  nearly  700  feet 
in  height,  which  divides  Rio  del  Norte  from  Rio 
Puerco.    Thence  we  ascend  Rio  de  Gallo  to  near 
;    its  head  waters,  where  parts  the  road  leading  to 
Fort  Defiance.     Sending  a  party  to  reconnoitre 
that  route,  we  proceeded  by  the  Cabino  del  Obis- 
po to  our  present  camp,  near  the  ZuAi.     Upon  the 
route  of  the  survey,  toward  the  southern  slope  of 
the  mountain,  by  a  gradual  ascent  of  about  sixty 
feet  to  the  mile,  wo  arrived  at  the  foot  of  the  hill 
which  forms   the   summit  of  the   Sierra  Madre 
Here  might  be  required  a  tunnel  about  a  mile  in 
length,  which  would  reach  a  similar  ravine  upon 
the  Pacific  side,  leading  by  a  beautiful  slope,   not 
exceeding  in  any  part  61  feet  to  the  mile ;   three 
days' journey  to  Zuni.     The  party  which  explored 
the  northern  pass  reports  much  more  favorably. 
The  summit  is  said  to  have  been  passed  unper- 
ceived,  and  a  grade  of  twenty-five  feet  to  the  mile 
will  conduct  from  Ojo  Azul,  which  flows  toward 
tiie  Gulf  of  Mexico  to  Rio  Puerco  of  the  West, 
which,  emptying  into  the  Rio  Colorado,  seeks  the 
Pacific  Ocean.     We  are,  therefore,  now  upon  the 
Pacific   waters,    having    found    excellent  passes 
through  the  range  of  Rocky  Mountains  and  the 
Sierra  Madre.     Timber  for  the  construction  of  a 
railroad  is  abundant  from  the  Choctaw  nation  to 
Walnut  and  Deer  creeks,  also  from  Rio  Pecos  to 
Sandia  Mountain,  and  in  the  Sierra  Madre.     For 
masonry,  there  is  excellent   material    over    the 
whole  route.     Coal  is  abundant  in  the  Choctaw 
^  nation,  on  Rio  Galisteo,  in  the  Carmel  canon,  on 
Rio  Puerco,   and  at  Ojo  de  Gallow.    Extensive 
beds  of  gypsum  also  occur  in  various  localities. 
From  the  headquarters  of  the  Washita,  which  ap- 
proach within  two  or  three  miles  of  the  Canadian, 
an  excellent  route  for  a  railway  extends  ea&t- 
gouth-east  as  far  as  that  river  was  followed  by  us. 
Well-wooded  valleys,  flowing  streams,  fertile  soil 
~  and  charming  climate,    all  invite    the  emigrant 
y  thither.  To  pursue  the  stream  to  its  mouth,   and 
.  thence  to  New  Orleans,  would  doubtless  form  one 
the  main  branches  of  a  railway  from  Cilifomia, 
by  way  of  the  Canadian.    The  appearance  of  the 
country  north  of  tne  Canadian,  in  the  direction 
'-■  towards  the  western  part  of  the  Missouri,  showed 

-  nothing  to  lead  us  to  infer  greater  obstacles  in  the 

-  construction  of  a  branch  from  the  great  bend  of 
the  Canadian  to  Springfield  than  we  had  found  on 
our  route.     Indeed,   our  geologist,  Mr.  Marrou, 

I  having  previously  paid  particular  attention  to  the 
'■  geological  character  of  that  section  of  country, 
assures  me  that  it  is  highly  favorable  for  the  ob- 
ject proposed.  Without  doubt,  therefore,  a  main 
branch  of  this  road  would  lead  to  St.  Louis.  Water 
for  camping  purposes,  on  the  whole  route  from 
Fort  Smith  to  this  place,  has  failed  us  but  once. 
That  was  on  the  Sierra  Madre,  where  water  could 
be  easily  obtained  by  tanks,  in  others  by  aque- 
ducts, while  in  a  few  places  Artesian  wells  may 
be  resorted  to  with  greater  advantage.  To-morrow 
■we  proceed  hence,  taking  a  due  west  course, 
which  we  hope  will  lead  us  to  the  Pacific  in  time 
to  lay  before  Congress  a  more  full  report  in  Febr'y 
next. 
In  great  haste,  I  remain,  very  respectfully, 
Your  obedient  servant, 

A.  W.  WHIPPLE, 
fHrst  LietU.  Corps  Topographical  Engineers. 
Colonel  J.  J.  Abert. 


Of  all  the  {reconnoisances  made  thus  far,  that 
of  Governor  Stevens  seems  to  show  the  most  satis- 
factory result,  A-om  the  fact  that  it  is  the  most 
complete.  His  surveys  demonstrate  a  railroad  to 
be  entirely  practicable  upon  his  route,  across  the 
continent.  No  insurmountable  difficulties  will 
be  met  with  in  crossing  the  Rocky  Mountains, 
and  the  coa*t  range  can  be  avoided  by  following 
down  the  Columbia  River.  Upon  none  of  the 
other  routes  have  the  surveys  been  carried  from 
the  Mississippi  to  the  Pacific,  so  that  we  are  not 
yet  in  possession  of  sufficient  evidence  to  make  a 
comparison  of  the  several  routes  proposed. 


Railroads  of  InillaBa. 

The  Indiana  State  Journal  gives  the  following 
table,  showing  the  number  of  miles  of  railroad  in 
that  State  in  progress,  operation  and  contempla- 
tion: 

In  operation —  . .    ,.        ;  _ 

MiUs. 

Central  Michigan 40 

Southern  Michigan  and  Northern  Indiana 120 

New  Albany  and  Salem ....  258 

Lafayette  and  Indianapolis 66 

Teire  Haute  and  Indianapolis 73 

£vansvill«  and  Crawfordsville 51 

Martinsville  and  Franklin 25 

Jeffersonville 77 

Madison  and  Indianapolis 86 

Indianapolis  and  Cincinnati 90 

Shelbyville  and  Edinburg 16 

"      Columbus 23 

"  "      Knightstown 20 

Ohio  and  Mississippi 65 

Indiana  Central 72 

Richmond  and  Eaton 4 

Richmond  and  Newcastle 28 

Beilefontaine  and  Indianapolis 84 

Peru  and  Indianapolis 72 

Ohio  and  Indiana 20 

Total,  miles  completed 1,280 

The  following  list  comprises  the  number  of 
miles  in  progress :         .      ,    ,  v  ^ ,   ■  •./. 

Miles. 

Indiana  and  Illinois  Central 75 

Evansville  and  Union 235 

Wabash  Valley 172 

Cincinnati,  Lo^ansport  and  Chicago 165 

Gosport  and  Icdianapolis 43 

Fort  Wayne  and  Chicago 140 

Fort  Wayne  and  Sandusky 18 

Logansport  and  Pacific 63 

Marion  and  Mississinewa 84 

Peru  and  Chicago 73 

Cincinnati  and  Fort  Wayne 114 

Cincinnati,  Cambridge  and  Chicago 130 

Ohio  and  Mississippi 125 

Junction 86 

Cincinnati,  Union  and  Fort  Wayne 66 

ToUl 1,692 

The  following  list  comprises  some  of  the  con- 
templated roads,  the  distances  given  being  those 
within  this  State : 

Miles. 

Fort  Wayne  and  Detroit 40 

Fort  Wayne  to  Cold  water 60 

Cleveland  and  St.  Louis,  air  line 175 

Indianapolis  and  Cincinnati,  valley  line 82 

New  Albany  and  Sandusky 112 

Fort  Wayne  and  Southern 165 

Indianapolis  and  Vincennes 108 


Total. 


782 


RECAPITCLATIOV. 

Miles  in  operation 1 ,280 

"      "  progress 1,692 

"      "contemplation 782 


Total. 


.3,6041 


Lioeomotlve  Balldlug  tu  St»  Lionla. 

In  the  abstract  of  trades  and  manufactures  of 
St.  Louis,  published  in  a  recent  number  of  the 
Missouri  Republican  we  find  the  following  parti- 
culars of  the  works  of  Messrs.  Palm  and  Robert- 
son, the  Pioneer  locomotive  builders  of  the  count- 
ry west  of  the  Mississippi. 

The  foundry  and  machine  shop  of  Palm  and 
Robertson,  on  South  Third  street,  is  a  little  over 
five  years  old.  In  the  summer  of  1848  the  first 
building  was  erected,  a  frame  shop  30  feet  square. 
Since  then  the  business  has  grown  so  as  to  require 
more  ground  as  well  as  more  buildings.  The  es- 
tablishment at  this  time,  embraces  about  61,000 
square  feet,  or  nearly  one  and  a  half  acres,  of 
which  about  31,000  square  feet,  nearly  three- 
fourths  of  an  acre,  is  covered  by  substantial  brick 
buildings,  containing  the  diff«reut  work  shops, 
and  the  rest  is  occupied  as  yard  room  for  materi- 
als, &c.,  and  partly  covered,  by  wooden  sheds. 
The  establishment  contains  a  pattern  maker's  and 
carpenter's  shop  an  iron  foundry,  a  brass  foundry, 
smithshop,  a  boiler  maker's  shop,  a  coppersmith 
shop  and  a  finishing  or  machine  shop.  It  employs 
at  present  150  men,  chiefly  in  building  loco- 
motives, of  which,  up  to  this  time,  five  have 
been  finished,  the  first  being  turned  out  in  July 
last,  and  the  fifth  about  the  10th  of  December. 
As  soon  as  the  demand  shall  justify  it  this  shop 
will  turn  out  one  locomotive  every  two  weeks.  A 
portion  of  the  force  is  employed  in  manufacturing 
tools  for  machine  shops  and  railroad  repair  shops, 
and  the  tools  already  manufactured  there  will  com- 
pare with  the  best  Eastern  built  tools.  The  pro- 
prietors have,  during  the  past  year,  introduced  a 
feature  which  is  of  great  \jfineflt  to  the  workman, 
and  deserves  to  be  imitated  by  others.  They  have 
engaged  one  of  the  best  physicians  of  this  city  for 
the  workmen.  He  has  an  office  and  dispensary 
in  the  establishment,  and  calls  ever}-  day  to  min- 
ister to  the  wants  of  any  of  the  men  who  may  be 
sick,  without  expense  to  them. 

From  the  same  source  we  have  the  following  in- 
teresting account  of  the  manufacture  of  refined 
iron  in  the  city  of  St.  Louis. 

St.  Louis  Rolung  Mills. 
Owned  by  Messrs.  Chouteau,  Harrison  aud  Valle, 
projected   and  erection  commenced    during  the 
summer  of  1850. 

This  establishment  is  situated  in  the  upper  part 
of  the  city,  and  with'  its  appurtenances,  covers 
near  fifteen  acres  of  ground.  The  Rolling  Mill 
building  is  266  feet  in  length  by  130  feet  in 
breadth.  A  row  of  eighteen  brick  houses  is  at- 
tached to  it,  presenting  a  front  of  300  feet  by  80 
in  depth,  and  affording  ample  and  comfortable 
lodgings  for  36  families.  Warehouse  100  feet 
squre,  and  balance  of  ground  occupied  by  black- 
smith and  carpenter's  shops,  sheds,  outhouses, 
stables,  stock  and  coal  yards. 

Thirty-nine  furnaces  are  at  this  time  In  full 
operation,  subdivided  as  follows,  viz  :  11  boiling, 
2  scrap,  1  lump,  3  bar  mills,  2  billet,  2  slab,  2 
sheet,  1  dandy,  1  annealing,  1  nail  plate,  2  railroad 
chairs,  and  1  spike  and  rivet  machine. 

The  motive  power  used  is  steam,  obtained  from 
waste  heat,  by  means  of  18  boilers  suspended 
over  the  furnaces  and  feeding  three  engines ;  first, 
the  doctor,  which  supplies  the  boilers  and  the  en- 
tire establishment  with  water ,  secondly  the  bar 
mill  engine  27  inches  diameter,  6  feet  stroke, 
driving  the  muck  mills,  squeezer,  hammer,  mer- 
chant mills,  and  saw ;  thirdly,  the  sheet  mill  en- 
gine, 26  inches  diameter,  6l  feet  stroke,  driving 
the  small  or  guide  mill,  boiler,  sheet  and  nail 
plate  mills,  nail  machines,  28  in  number,  1  railroad, 
boat  spike  and  rivet  machine,  2  railroad  chair 
machines,  taming  lathe  and  shears. 

This  mill  derives  its  main  supplies  of  pig  metal, 
blooms  and  ores,  from  the  Iron  Mountain,  and 
turns  out  a  weekly  average  of  125  tons  of  finished 
iron,  in  the  shape  of  bar  iron,  boiler  plate,  sheets, 
nails,  railroad  spikes,  boat  spikes,  rivets  and  rail- 
road chairs. 
Three  hundred  and  fourteen  men  and  boys  and 
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thirty-nine  wagons  and  carts  find  constant  employ- 
ment, exclusive  of  special  jobs  and  contracts. 
The  average  consumption  of  fuel  amounts  to  1,600 
bushels  of  stone  coal  daily. 

More  Consolldatiou. 

T%e  BaUimore  Su  n  says : 

"We  learn  that  a  project  is  in  contemplation 
and,  indeed,  that  steps  are  about  to  be  taken  by 
the  parties  interested,  to  consolidate  the  railroad 
companies  comprising  the  lines  of  route  between 
Baltimore  and  Harrisburg,  with  a  view  to  a  more 
eflfective  and  economical  administration  of  their 
operations.  The  companies  constituting  this  lin« 
are  the  Baltimore  and  Susquehanna,  York  and 
Maryland,  and  York  and  Cumberland — the  former 
in  this  State  and  the  two  latter  in  Pennsylvania." 

Arrangement  ot  lioeomotlves  as  AfFected  by 
the  Qauge  «f  Rallroada. 

BV    ZERAH    COLBl'RN. 

There  has  been  within  a  few  years  such  a  gen- 
eral revolution  of  sentiment  in  respect  to  the 
merits  of  the  "  wide  gauge,"  so  called,  that  it 
seems  almost  useless  in  most  localities  to  revive 
any  discussion  upon  the  subject.  Yet  there  are 
occasionally  some  schemes  brought  up  wherein 
the  entire  basis  is  determined  by  gauge,  in  other 
words,  a  narrow  gauge  is  not  iieedcd,  and  the  as- 
sumed objects  of  the  road  are  such  as  are  contin- 
gent upon  a  preference  for  a  wide  gauge. 

There  is  a  case  at  issue,  at  the  present  time,  of 
precisely  the  above  description.  A  proposition  is 
made  to  extend  the  6  feet  gauge  from  the  New 
York  and  Erie  line  to  Cincinnati,  thus  forming, 
through  the  Ohio  and  Mississippi  road,  a  continu- 
ous broad  gauge  from  New  York  to  St.  Louis. 

The  advantages  of  the  proposed  road  are  esti- 
mated upon  those  of  a  wide  gauge  and  of  a  con- 
tinuous connection.  But,  so  far,  all  experience 
has  established  the  superiority  of  the  narrow 
gaiige  of  4  feet  8)^  inches,  as  regards  application 
of  power,  and  it  is  demonstrably  true  that  the  ex- 
penses ot  power  are  the  most  important  in  amount 
of  the  whole  expenses  of  operating  railroads.  The 
through  business  between  New  York  and  St.  Louis 
will  be  done  at  a  disadvantage  upon  such  portion 
of  the  distance  as  lies  upon  a  six  feet  track,  a  dis- 
advantage such  as  should  prevent  its  farther  ex- 
tension, and  which  will  amply  warrant  the  delay 
and  expense  of  a  change  at  any  one  or  two  points, 
from  such,  to  a  better  and  more  economical 
gauge. 

In  the  respect  of  continuous  connections,  it  is 
easily  seen  that  the  local  business,  and  that  of 
tributary  roads,  which  must  be  the  principal  re- 
sources of  all  paying  roads,  will  be  taxed  with 
double,  and  perhaps  quadruple,  the  expense  for 
breaking  bulk,  by  the  interposition  of  a  gauge 
different  from  that  of  all  the  sources  through 
which  that  business  must  be  supplied,  than  were 
the  gauge  uniform  in  Ohio.  If  all  cannot  be  uni- 
form, it  is  better  that  the  tributaries  be  all  alike, 
let  the  outlet  be  what  it  may. 

Our  present  subject  is,  however,  the  adaptation 
of  the  locomotive  to  the  gauge  of  railroads.  One 
of  the  principal  advantages  claimed  by  the  advo- 
cates of  a  gauge  wider  than  that  in  general  use, 
was  the  better  arrangement  which  could  be  made 
of  the  machinery  of  the  locomotive.  At  about 
the  time  that  this  claim  began  to  be  urged,  the 
locomotive  was  reaching  the  height  of  complica- 
tion, and  its  plan  was  such  as  to  impose  almost  im- 
passible limits  to  any  sensible  increase  of  size  and 
power.    This  plan  was  such  as  to  place  the  essen- 


tial working  parts  directly  beneath  the  boiler  and 
in  the  width  intervening  between  the  driving 
wheels.  A  space  of  little  over  three  feet  was  oc- 
cupied by  two  complete  engines,  with  all  of  their 
apparatus  for  reversing,  and  complicated  expan- 
sion gear,  pumps,  etc.  It  involved  the  use  of 
heavy  crank  axles,  which  were  very  ob- 
jectionable from  their  weight,  cost,  friction,  dan- 
ger of  fracture,  and  space  occupied,  vertically, 
laterally  and  horizontally.  It  required  a  greater 
distance  between  the  driving  wheels,  or  a  reduc- 
tion in  the  length  of  furnace;  a  difficulty 
in  arranging  the  whole  engine  on  driving  wheels 
for  purposes  requiring  the  greatest  adhesion  ;  it 
involved  a  bad  arrangement  for  a  truck  frame, 
and  unduly  crowded  the  valve  motion.  By  eleva 
ting  the  boiler,  the  height  of  chimney  was  reduc- 
ed, to  pass  under  a  given  height  of  bridge,  or 
otherwise,  the  frontage,  and  consequent  resistance 
was  increased.  But  much  more  than  all  the  rest, 
the  height  of  the  boiler  became  a  limit  for  the 
size  of  the  driving  wheels,  so  that  practically  but 
a  moderate  sized  wheel  could  be  had,  by  which 
the  reciprocations,  and  consequently  the  friction 
and  wear  of  the  working  parts,  were  unduly  in- 
creased for  a  given  speed,  besides  the  resistances 
of  compression,  blast,  etc.,  so  that  high  si>eeds 
were  more  difficult  of  attainment,  by  reason  of 
the  resistances  of  the  locomotii-e,  than  by  the  re- 
sistances of  the  train. 

As  this  general  arrangement  was  objectionable, 
an  increase  of  gauge  only  made  it  still  more  so, 
by  allowing  an  increase  of  its  weight,  cost,  friction, 
bulk  and  danger.        ■'.'■■'_ '.r '■'.'■.' v    ■ 

But  by  a  different  plan,  whiclf  has  been  brought 
into  use  in  this  country,  and  to  an  extent  in  Eng- 
land, in  cases  where  the  width  of  gauge  imposed  no 
limits  on  the  arrangement  of  the  engine,  the  loco- 
motive has  been  so  much  simplified  as  to  adapt  it 
so  well  to  the  ordinary  gauge,  as  to  make  any  con 
siderable  increase  of  width  decidedly  objectiona 
ble,  by  impairing  the  value  of  the  proportions  and 
arrangements  of  the  machinsry.  This  plan  is  that 
of  the  outside  connection,  upon  which  the  largest 
locomotives  ever  required  may  be  easily  construct- 
ed. The  capacity  of  expansion  possessed  by  this 
arrangement  is  greater  than  is  ever  availed  of  in 
any  ordinary  transportation,  so  that  it  may  be 
well  said  that  it  provides  for  engines  of  practical 
ly  unlimited  power.  It  has  none  of  the  objections 
of  the  inside  connected  arrangement  and  involves 
none  peculiar  to  itself.  u't-  .  >    . 

The  limit  which  a  narrow  gauge  hnposes  upon 
the  dimensions  of  the  evaporative  apparatus  of 
the  locomotive  is  really  a  useful  one.  The  limit 
to  the  diameter  of  the  boiler  of  a  passenger  en- 
gine, with  over  5  foet  wheels,  is  51  inches  for  the 
narrow  gaugfi.  Aery  lew  builders  give  over  43 
inches,  and  generally  not  nearly  all  of  this  oppor- 
tunity for  increase  of  size  is  availed  of.  The  lim- 
it to  the  width  of  grate,  with  ample  surrounding 
water  spaces,  is  45  inches;  whereas  very  few 
builders  give  over  38  inches.  Now  it  is  wholly 
useless  to  talk  of  the  "  incapacity  <yf  the  narrow 
gauge  until  these  limits  are  generally  approached. 

The  proportion  of  a  grate  of  4d  inches  width  to 
a  boiler  of  51  inches  diameter  is  not  out  of  a  good 
proportion  of  locomotive  boilers,  while  it  gives  a 
much  greater  relative  width  of  grate  than  is  gen- 
erally allowed.  With  the  usual  length  of  locomo- 
tive boilers,  and  the  opportunities  for  still  further 


extension,  a  boiler  of  over  51  inches  in  diameter 
is  not  required,  and  inasmuch  as  the  strength  of 
boilers  diminishes  as  their  diameters  ai-e  increased, 
a  larger  diameter  cannot  be  considered  as  safe. 
A  boiler  51  inches  in  diameter  is  abo^t  one-half 
larger  than  one  of  42  inches,  which  latter  is  a 
common  size  for  powerful  engines.  By  the  ad<^- 
tion  of  the  "  elevated  crown"  upon  the  fire-boxes 
of  modem  boilers,  and  the  use  of  two  steam  domes 
in  place  of  one,  the  water  level  may  be  carried 
much  higher  than  formerly,  besides  securing 
other  important  advantages.  Ii  is  not,  thepefore, 
difficult  to  obtain  twice'  or  three  times,  the  usual 
capacity  for  locomotive  boilers,  if  required,  upon 
the  narrow  gauge. 

There  is  one  important  consideration  to  be  re- 
garded, which  is,  that  ty  any  increase  of  gauge, 
and  consequent  increase  of  resistance,  the  engine 
must  be  made  larger  to  do  a  given  work,  as  com- 
pared with  the  narrow  gauge.  It  is  well  known 
that  no  ordinary  trains,  such  as  are  run  upon  the 
Erie  Railroad,  can  be  worked  on  that  road  by  en- 
gines such  as  are  used  for  a  similar  weight  of 
trains  on  the  narrow  gauge.  The  weight  of  en- 
gines, and  business  done  on  the  different  gauges, 
is  sufficient  confirmation  of  this  statement.  The 
Erie  road  is  not  one  having  extremely  difficult 
features,  being  better  off  in  that  respect  than  Uie 
Pennsylvania  Central,  Baltimore  and  Ohio,  West- 
ern, and  many  other  great  roads. 

The  question  of  gauge,  is  one  of  much  impor- 
tance to  the  interests  of  railra-uls,  and  deserves 
to  be  intelligently  discussed.  To  say  "  intiilli- 
gently  discussed"  would  seem  to  imply  forgeUnl- 
ness  of  all  the  discussion  which  has  attended  the 
progress  of  the  question  in  England  and  in  Anwr- 
ica,but  not  to  my  knowledge,  have  the  vicchanical 
merits  of  the  gauges  ever  been  discussed,  in  any 
stage  of  the  controversy.  The  question  of  the 
power  necessary  to  work  the  respective  gauges,  is 
the  real  one  of  importance,  for  the  power  must  be 
proportional  to  resistance,  and  the  chief  good  of 
railroads  is  in  their  reduction  of  resistance. 
P»wer  is  money,  the  two  being  mutually  converti- 
ble in  the  operations  of  transportation. 

The  following  is  an  argument  which  I  have  pre- 
sented before,  in  demonstrating  the  mechanical 
disadvantage  of  a  wide  gauge,  and  its  deductions 
are  in  exact  harmony  with  practical  operations  of 
the  New  York  and  Erie  Road.  It  was  given  in 
the  Journal  of  November  12th,  1863  : 

"  The  least  limit  of  the  width  of  gauge  is  that 
which  will  afford  the  necessary  capacity  and  in- 
sure the  necessary  steadiness  of  the  carriages  to 
be  ased.  The  most  advantageoHS  application  of 
the  power  of  draught,  is  that  where  the  load  tends 
to  move  in  the  direction  in  which  the  power  is  ap- 
plied. The  position  of  the  wheels,  or  in  common 
phrase,  the  "  tracking  of  the  wheels,"  determines 
the  direction  in  which  the  load  tends  to  move. 
This  direction  may  not  be  essentially  the  same  as 
that  in  which  the  power  is  applied,  in  which  case, 
the  flanges  of  the  wheels  are  forced  against  the 
rails  and  produce  much  friction,  or  "  binding." 
With  the  truck  frame,  in  almost  universal  use  in 
America,  the  center  p  n  becomes  a  fulcrum,  upon 
which  the  wheels  turn  and  adjust  themselves  to 
the  tr.ick  and  to  the  direction  of  the  draught. 
The  distance  of  the  wheels  from  this  fulcrum  is 
the  amount  of  leverage  which  a  resistance  on  one 
rail  has  to  change  the  position,  or  "  tracking"  of 


152 


AMJBRiCAN    RAILROAD    JOURNAL. 


the  wheels,  and  to  give  the  car  a  tendency  to 
move  in  a  direction  out  of  the  line  of  traction. 
The  truck,  moreover,  cannot  turn  beneath  the  car 
except  by  slipping  the  wheels  on  one  or  the  other 
•ide,  and  the  wider  the  truck,  the  greater  is  the 
Amount  of  slip  and  friction  in  obtaining  the  same 
angular  change  of  position. 


American   Railroad  Journal. 

gatnrdajr,  Marclt  11,  1854. 


Back  Numbers  of  the  Journal. 

Those  who  wish  back  numbers  of  the  Journal 
for  binding  are  requested  to  order  them  at  once, 
as  we  shall  be  able  to  supply  them  but  a  few 
weeks  longer. 

We  can  furnish  Bound  Volumes  for  any  or  all 
years  complete  since  1831 — price  So — per  year. 

Our  Railway  Map  in  sheets  will  be  sent  by  mail 
to  any  address  on  the  receipt  of  SI  60 — price  on 
rollers  S3.00. 

We  have  a  few  copies  of  Mr.  Johnson's  valua- 
ble work  on  the  Northern  route  to  the  Pacific — 
price  by  mail  $1 — with  maps.         v  > 

Slock  auil  Mon*y  Marlcett 

The  foreign  news  is  not  considered  favorable 
for  stock  operations,  and  there  has  been  a  conse- 
quent decline  of  2  or  3  per  cent,  in  most  of  the 
fancies.  The  aiparent  certainty  of  an  European 
war,  is  calculated  to  excite  a  depressing  influence 
upon  all  speculative  movements.  First  class  se- 
curities are  only  slightly  affected,  and  the  market 
for  bonds  appoars  to  be  without  alteration.  The 
demand  is  not  active,  but  the  market  is  steady. 
Of  the  best  secured  bonds,  considerable  amounts 
are  constantly  finding  their  way  to  Europe,  which, 
of  course,  relieves  a  large  amount  of  capital  for 
less  current  securities.       .^  <;  .cv  5:- /  f 

The  earnings  of  railroads  for  February  continue 
to  show  a  satisfactory  result.     Aa  far  as  received, 
they  are  as  follows  : 
M-  1854.  1863. 

New  York  and  Erie S346,026       $303,669 

Hudson  River 160,620  126,028 

Michigan  Central 90,348  40,045 

Baltimore  and  Ohio,  (main 

stem) 279,866  99,017 

Cleveland  and  Toledo 45,172  27,000 

New  York  and  New  Haven. .     64,257  49,441 

EranBTllle,  Indianapolis  an<l  Clevelaud 
.4  Straight  Liue  Rallroad< 

T)j€Tetiing  of  the  first  general  division  of  64 
miles  of  the  above  road,  extending  from  Evans- 
ville,  Indiana,  to  the  crossing  of  the  Ohio  and 
Mississippi  railroad,  took  place  at  Evansviile  on 
the  16th  of  last  month,  and  the  contractors  are 
already  upon  the  work.  This  road  is  designed  to 
be  the  great  Central  line  from  Buflalo  and  Cleve- 
land by  way  of  Indianapolis  and  Evansviile;  con- 
necting the  North  with  the  South  by  a  straight 
line,  through  Indianapolis,  Evansviile,  Henderson, 
Paducah,  and  Memphis,  to  New  Orleans;  and 
also  by  a  line  from  Evansviile  and  Henderson  to 
Nashville,  Tenn.,  and  the  railroads  radiating  from 
that  place.  The  work  is  in  the  hands  of  energetic 
and  experienced  men,  resolved  to  put  it  through 
at  thft  earliest  possible  day.  The  subscriptions  of 
the  cities  and  individuals  on  the  line,  are,  we 
understand,  large  ;  upon  which  the  company  are 
preparing  bonds  to  a  limited  amount,  to  aid  in  the 
rapid  construction  of  the  work.     Altboogh  this  is  I 


Railway  Share  List, 

Compiled  front  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


\     ' 


Atlantic  and  St.  Lawrence. . .  Maine. 
Androscoggin  and  Kennebec. . 
Kennebec  and  Portland..'. . . . 
Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Passumpsic. . 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton.  . . 

Norfolk  County 

Old  Colony 

Taunton  Branch . . .  .* 

Vermont  and  Massachusetts. . 

Worcester  and  Nashua 

Western 

Stonington 

Providence  and  Worcester. . . 

Canal 

Hartford  and  New  Haven .... 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Corning  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie). . , 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga.... 

Rutland  and  Washington 

Saratoga  and  Washington .... 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex ....  .- 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Erie  and  North  East 

Harrisburgh  and  Lancaster. . . 
Philadelphia  and  Reading. . . . 
Philad.,  WilminftoQ  ud  Bait. 
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rennsylvania  Central PennJ260 

Philadelphia  and  Trenton .... 

Pennsylvania  Coal  Go 

Baltimore  and  Ohio 

Washington  branch 

Baltimore  and  Susquehanna . . 

Alexandria  and  Orange Va, 

Manassas  Gap 

Petersburgh 

Richmond  and  Danville  ... 

Richmond  and  Petersburgh 

Rich.,  Fred,  and  Potomac . . 

South  Side " 

Virginia  Central 

Virginia  and  Tennessee . . 

Winchester  and  Potoiliac. 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga 
Covington  and  Lexington . 

Frankfort  and  Lexington. , 
Louisville  and  Frankfort . . 
Maysville  and  LexSngton. . 
Cleveland  and  Pittaburgh . 
Cleveland  and  Toledo. ... 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan " 

Eaton  and  Hamilton 

Greenville  and  Miami 

Hillsboro 

Little  Miami \     " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .     " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind. 

Indiana  Central " 
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152,636 


72,370 


300,000 
3,000,000 


418,187 

1,214 

163,000 


150,000 
400,666 


122,861 
254,376 

62,762 
210,0621 
109,268; 

89,776 
610,038 


74,113 
113,256 


none 
7 


100 
147 
96 
185 
46 
61 
60 


40 
20 
86 
81 
87 
84 

167 
67 


187 


835,000 
2,093,814 
1,430,150 

357,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 

"3io*,666 


641,000 
850,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 
650',666 


2,068,402 

900,000 

2,887,200 


In  prog 
7,002,3961,000,717 

In  prog,  i 

3,465,879:  986,074 

!  934,424 

1,277,334;  278,739 

In  prog.  I  59,590 
743,525  129,395 

In  prog. 

In  prog. 

In  prog. 
1,380,960 


99.077,  10 
42,736  none 

ll2 

153 ,898  i  6 


609,711  7 


In  prog. 
In  prog. 
In  prog. 
584,902 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


535,608   8 
466,4681  7)4 
149,960'  9 

21,73i:.... 

71,535:  8 


173,642 


87,421 


432,682 


777,793 


76,079 


o 

.a 


9 


97 


102} 
58 


77 

70 

40 

100 


50 
98 


126 
115' 

ibi 


44,2501 


267,278 


10 


483.464  12 


2,669,653    321,798 

In  prog.     I 

925,000  Recently 
In  prog. 


1,760,700 


In  prog. 

482.000  3,169,733 
1,000,000  1,855,000 
1,767,000  4,110,148 


44 
64 
31 


II 
II 
II 


Indiana  Northern 
IndianapoUs  and  Bellefontaine 
Indianopolis  and  Cincinnati 

Lafayette  and  Indianapolis. . .  " 

Madison,  Indianapolis  &.  Peru  " 

Peru  and  Indianapolis '« 

Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago ^^ 

Chicago  and  Mississippi " 

Illinois  Central '  «• 

Galena  and  Chicago *  " 

Michigan  Southern  and  Ind."  N.Mich.  816 

Michigan  Central «<     j282 


CI 

ni. 


181 
83 
90 
62 

138 
40 
72 


186 
92 


PMlflo. 


Mo.  (88 


750,000 
1,291,000 


1,128,486 

2,*647",766 

632,887 

2,460,666 


1,932;361 
2.800,000 
4,866,700 
1,000^1 


2,460,000 


800,000 
800.000 


In  prog. 


667,569 
640'.6i8 


1,289.000 

1,241,366 

"668,166 

4,"666',666 


600,000 
3,741,664 
8,977,668 

none, 


Recently 

In  prog.     ' 

"  Recently 

1,257,714|    817,000 
In  prog.     I   237,606 


200,9671 


opened. 


63 
80 


46 
91 
99{ 


121 
66 


104  i 
62 
76 


362,138 
"118,461 


10 


opened. 


IC 

t( 

IC 


opened. 
158.500 


10 


Recently  opened. 
1,869.932  Recently: opened,    j 

jopened.    ' 

2.400.000;   516,414    268.076,  10 

In  prog.      

1,863,019,   105,944      71,446'  4 


56 


109i 


77i 
79 


107 


771 
116 
87 
72 


4,600.000 


In  prog.  473,648 
7,276,6161,200,922 
8,618,5051.145,598 

In  progrea  B«eenUy 


286,152 
586,929 
682,816 
openoi. 


17 
8 


70 

66 

108 


a  new  line,  yet  the  importance  of  its  connectioDs, 
and  the  aid  it  will  aflord  the  roads  already  built, 
with  which  it  will  be  the  connecting  link,  will 
make  it  an  exception  to  the  remarks  we  hav* 
made  as  the  construction  of  nev  works  at  this 
time. 


118 
1191 


£dwin  F.  Johnson  upon  the 
Pacific  Railroad. 

We  have  published,  and  have  for  sale,  E.  F. 
Johnson's  lecent  work  upon  the  Pacific  Railroad. 
Mr.  Johnson  is  admitted  to  be  one  of  the  first  En- 
gineers in  this  country,  and  his  reputation  is  a 
good  guaranty  that  the  subject  under  discussion 
has  been  thoroughly  considered  and  discussed. 
The  work  i.s  illustrated  by  a  large  map,  showing 
all  the  propo.scd  routes,  a  profile  of  the  Northern 
Route,  a  map  of  the  mountain  chain  traversed  by 
it,  and  seven  lithograithic  views  of  various  points 
upon  its  line.  The  whole  work  is  elegantly  got 
up,  and  makes  a  volume  of  170  Pages,  Octavo. 

Persons  wissbing  to  procure  copies  of  Hie  above 
work,  by  forwarding  one  dollar  to  our  address, 
can  have  a  copy  of  the  same  with  the  maps,  for- 
warded by  mail  post  paid. 

IVorking  of  Railroads  Im  N«w  Bncland. 

We  have  in  preparation,  and  shall  present  at  an 
early  day,  an  elaborate  investigation  of  the  ope- 
ration and  results  of  the  working  of  New  England 
railroads,  with  especial  reference  to  their  applica- 
tion of  motive  power.  We  shall  attempt,  and  shal  I 
expect  to  show,  that,  leaving  out  the  subject  of 
their  gross  receipts,  their  expenses  of  operation 
have  been  largely  increased  by  the  insufficient 
character  of  their  motive  power,  in  general  use. 
The  consideration  of  the  subject  will  include  an 
illustration  of  the  systems  of  motive  power  in  use 
on  the  Baltimore  and  Ohio,  Reading,  and  New- 
York  and  Erie  roads,  with  suggestions  for  improve- 
ment of  the  locomotive,  in  its  plan,  proportions, 
manufacture  and  management.  Believing  the 
subject  to  be  of  especial  importance  to  the  inter- 
ests of  many  of  our  railroads,  we  thus  wish  to 
bespeak  the.  attention  of  their 
appearance. 


managers  on  it« 


ProcrcM  or  the  SvffarT^l^st  1«  Lo«- 
IstaMa. 

The  Hon.  Thom.as  G.  Hunt,  member  of  Con- 
gress from  Louisiana,  furnishes  the  National  In- 
teligencer  with  the  following  results  of  the  sugar 
interests  of  his  SUte,  on  the  basis  of  the  croj)  of 
1853: 
EsUtes.    Yield  in  hhds 

548 100  or  less 

847 .100  to  200 


232 200  to  800 

132 300  to  400 

81 400  to  500 

64 600  to  600 

33 600  to  700 

14 700  to  800 

9 800  to  900 

10 900tol000 

6 lOOOtollOO 

2 1100tol200 

8 1200to2000 


Value  each. 
$40,000 
75,000 
90,000 
125,000 
150,000 
175,000 
200,000 
225.000 
250.000 
276,000 
300,000 
325,000 
a50,000 


Total. 

*21, 920,000 

26,025,000 

20,884,000 

16,500,000 

12,160,000 

11,200,000 

6,000,000 

3,160,000 

2,250,000 

2.760,000 

1,800,000 

650.000 

1,060,000 


ToUl  value r. $126,929,000 

There  were  in  operation,  in  the  year  1863  1  . 
418  sugar  estates,  of  which  there  we're  worked'  by 
steam,  943 ;  and  by  horse  power,  538.     Using  the 

1061  h^*^  P"""**^  ^y  <*t*°  J^e^'es.  1.428  J  using  the  vacuo 
process,  53. 
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Proportions  of  tiocomotiveai 

The  perfection  of  the  Locomotive  is  an  object 
not  confined  only  to  mechanics  and  engineers  ;  it 
aflfects  the  financial  prosperity  of  railroads  every- 
where. The  adaptation  of  locomotives  is  one  of 
the  most  important  parts  of  the  system  of  railroad 
management,  because  "  power  is  money,"  and  is 
available  in  this  conversion  in  proportion  as  it  is 
made  effective.  It  is  with  these  views  that  the 
Journal  has  devoted  so  much  space  to  discussions 
relative  to  the  locomotive,  in  all  of  which,  it  has 
endeavored  to  present  correct  principles  as  the 
basis  of  improvements.  In  the  mechanical  struc- 
ture of  the  machine,  we  have  many  examples  of  a 
very  high  degree  of  perfection,  but  in  the  adapta- 
tion of  engines  to  the  business  and  physical  fea- 
tures of  our  railroads,  there  is  yet  ample  room  for 
improvement,  and  to  such  an  extent  as  sensibly  to 
increase  the  profits  of  railroad  business.  In  the 
view  of  the  greatest  part  of  the  management  of 
railroads,  the  system  ia  pcrjed,  and  this  most  er- 
roneous opinion  is  one  of  the  greatest  difficulties 
in  the  way  of  improvement.  We  knair^  from  di- 
rect observation,  that,  generally,  the  roads  doing 
the  most  unsatisfactory  business,  are  stocked  with 
the  most  inefticient  motive  power.  The  great  se- 
cret of  economy  in  the  operations  of  all  of  our 
great  freight  roads,  has  been  in  the  adaptation  for 
which  we  contend.  The  most  successful  builders 
have  appreciated  these  principles  and  established 
their  system  of  engines,  and  their  engineering  re- 
putation also,  upon  their  application.  Read  the 
card  of  M.  W.  Baldwin  &.  Co.,  who  are  now  adver- 
tising in  this  paper,  and  note  the  expression  of 
engineering  principles  contained  therein.  Mr.  Wi- 
nanSjlongsinceestablishedaslmilarsystem,  and  this 
system  of  engines  introduced  by  these  builders,  is 
that  under  which  the  Baltimore  and  Ohio,  and 
Beading  Roads  now  conduct  their  freight  trans- 
portation at  such  notoriously  low  rates.  It  has 
enabled  them  to  carry  maximum  trains  at  low 
speeds,  which  has  been  the  entire  means  of  their 
brilliant  success  in  that  branch  of  transporta- 
tion. 

In  considering  the  proportions  of  locomotives, 
we  take  the  iceight  of  steam  expended  in  a  given 
unit,  as  a  standard  of  comparison.  With  some 
engineers,  this  unit  is  one  of  time,  say  one  hour, 
but  for  freight  engines  we  make  it  one  ofdistatue, 
as  one  mile.  The  weight  of  steam  is  proportional 
to  the  product  of  its  volume  and  pressure.  The 
standard  of  distance  is  always  the  same,  that  of 
time  varies  with  the  speed  accomplished. 

The  only  object  of  speed  on  railroads  is  accom- 
modation; it  is  certainly  not  economy.  Heavy 
freight  pays  no  better  if  carried  at  thirty  miles  an 
hour  than  at  fifteen,  while  the  cost  of  carrying  at 
the  iformer  speed  would  be  more  than  doubled,  in 
cases  where  the  usual  trains  were  up  to  the  capa- 
city of  the  engines. 

Now  the  most  economical  proportion  of  a  loco- 
motive, is  that  which  will  not  permit  of  being  run 
at  anything  above  an  economical  speed.  And  to 
this  would  have  to  be  added  a  strict  supervision 
upon  the  enginemen,  that  they  should  not  carry 
such  pres-snre  of  steam  as  to  exceed  that 
speed,  for  an  engine  with  small  wheels  may  injure 
^he  road,  and  wear  itself  more,  at  a  speed  higher 
than  that  at  which  it  was  designed  to  be  run,  than 
another  engine  designed  for  a  higher  speed. 

Those  proportions  which,  with  a  given  pressure, 


are  of  chief  importance  in  determining  the  speed 
of  locomotives,  are  the  length  of  stroke  and  size 
of  driving  wheel.  As  the  stroke  is  lengthened, 
and  driving  wheel  reduced  in  size,  the  velocity  is 
diminished,  while  the  tractive  power  is  increased. 
Hence,  the  large  cylinder  and  small  wheel 
require  but  little  larger  boiler,  as  more  time  is 
given  to  generate,  with  the  same  boiler,  the  in- 
creased quantity  of  steam.  This  is  the  reason 
why  the  Baltimore  and  Philadelphia  freight  en- 
gines liave  so  small  boilers,  as  compared  with 
their  expenditure  of  steam  per  mile,  and  why 
they  always  furnish  an  abundance  of  steam.  Their 
present  allowance  of  boiler  room  is  indeed  so 
ample,  that  enginemen,  out  of  the  reach  of  super- 
vision, can  easily  raise  such  a  pressure  of  steam 
as  to  run  these  engines  at  injuriously  high  speeds, 
for  which  they  were  never]intcnded.  The  engines 
in  use  on  the  Baltimore  and  Ohio  road,  are  gene- 
rally worked  at  a  lower  pressure  than  on  most  of 
the  northern  freight  roads,  a  custom  which,  what^ 
ever  may  be  its  economy,  shows  that  the  necessa- 
ry pressure  on  the  jnston  is  maintained  with  a  re- 
duced pressure  in  the  boiler. 

The  economical  speed  of  freight  trains  is  a  sub- 
ject to  which  railroad  companies  must  direct  their 
most  serious  attention,  as  it  involves  the  profit  of 
much  of  their  business,  and  affects  the  general 
value  of  railroads,  as  facilities  for  communication. 
And  contingent  upon  the  determination  of  the 
speed,  should  be  the  proportions  of  locomotives 
designed  for  that  speed. 

The  Air   Lilne    Rmll-wmy   to    llIoutreaI--Cou- 
tract  for  the  Misslsquel  Itoail  Execated. 

At  a  meeting  of  the  Directors  of  the  Missisqnoi 
Railroad  Company  held  at  Island  Pond  on  Tues- 
day last,  contracts  were  executed  with  the  emin- 
ent and  wealthy  firm  of  Gzowski  &  Co.,  for  build- 
ing the  entire  line  from  Island  Pond  to  Montreal. 
An  amalgamation  of  the  Canadian  and  Vermont 
Companies  has  been  effected,  and  the  Missisqnoi 
road  or  that  portion  of  the  line  lying  within  the 
State  of  Vermont,  has  contracted  with  the  Mont- 
real Junction  Railway  Company  of  Canada,  to 
lease  its  road  for  the  term  of  999  years,  so  that 
by  the  terms  of  agreement  between  the  two  Com- 
panies, their  interests  are  made  one,  and  the  en- 
tire line  thus  consolidated,  or  amalgamated,  is 
under  contract  on  terms  that  secures  its  com- 
pletion. 

The  firm  of  Gzowski  &  Co.,  is  composed  of 
Messrs..  A.  T.  Gait,  M.  P.,  Luther  H.  Holton,  D. 
L.  McPerson,  C.  S.  Gzowski,  Esqrs.,  names  well 
known  to  the  business  men  of  Portland,  whose 
eminent  ability  and  high  character  are  a  guarantee 
of  success  to  any  enterprize  in  which  they  may 
choose  to  embark. 

The  contracts  with  this  firm  embrace  the  entire 
cost  of  construction,  including  land  damages,  sta- 
tion houses  and  equipment,  from  the  Terminal 
Station  of  the  Grand  Trunk  Railway  at  the  Vic- 
toria Bridge  at  Montreal,  to  the  Depot  at  Island 
Pond,  a  distance  of  about  100  miles.  This  line 
shortens  the  distance  from  Montreal  to  Portland 
40  miles,  over  the  present  line,  by  the  way  of 
Sherbrooke  and  Richmond,  and  is  more  favorable 
also,  in  point  of  grades  and  curvature. 

Messrs.  Gzowski  &  Co.  are  building  that  portion 
of  the  Grand  Trunk  Railway  from  Toronto  to  Port 
Sarnia,  and  it  is  understood  that  their  present 
contract  for  this  short  line  to  Montreal,  is  made 
with  the  hearty  approbation  of  the  Grand  Trunk 
Railway. 

Mr.  Gait,  in  company  with  the  Hon.  Francis 
Hincks,  sails  fVom  New  York  by  the  Baltic,  on  Sat- 
urday next. 

About  sixty  miles  of  this  line  are  within  the 
limits  of  Canada,  and  40  miles  in  Vermont.  To- 
ward the  Canadian  portion,  municipal  subscrip- 
tions have  been  obtained  exceeding  8500,000,  and 


some  private  subscriptions  are  already  made  in 
Montreal. 

The  President  of  the  Canadian  Company,  is  the 
Hon.  John  Young,  of  Montreal,  and  Hon.  Homer 
E.  Royce  of  Berkshire  is  at  the  head  of  the  Ver- 
mont Company. 

The  importance  of  this  enterprize  to  Portland, 
and  in  fact  to  the  whole  State,  is  now  fully  appar- 
ent, and  we  intend  to  speak  further  of  it,  in  this 
view,  at  an  early  day. — State  of  Maine. 


Frelght^arlir  of  the  Neiir    York  and    Erie 
Rallroadi 

The  construction  of  a  freight  tariff  for  railroad 
transportation,  involves  a  great  amout  of  labor,  and 
of  general  examination  of  the  nature,  weight,  bulk 
and  risk  of  the  articles  to  be  carried.    For  the  . 
assistance  of  companies,  engaged  in  framing,  or 
revising  freight  tariffs,  we  give  herewith  a  care- 
ful abstract  of  the  conditions  and  charge  of  freight 
transportation,  on  the  Erie  Railroad,  and  of  the 
estimation  and  classification  of   freight.    At  the    V 
coQclusioQ,  we  shall  append  some  deductions  of  a 
general  nature,  having  a  relation  to  the  subject. 
Nexc    York  and  Brie  Railroad  Freight   Tariff — 
Adopted  September  \2.th  1853. 

CONDITIONS. 

The  business  of  the  Freight  Department  of  the     ' 
Corporation,  is  to  carry  Property  that  is  properly 
the  subject  of  transportation  in  Freight  Cars, 

The  Cori^oration  will  not,  however,  receive  or 
carry  on  any  Train,  any  Bank  Bills,  Drafts  Notes, 
Deeds,  Contracts,  or  other  Writings,  or  be  respon-    ' 
sible  for  their  loss. 

No  Conductor  or  other  Agent  of  the  Corporation  .' 
is  autliorized  to  take  charge  of  Rank  Notes,  Money, 
or  other  valuable  Papers  or  Packages. 

No  Gold  or  Silver  Coin,  Bullion,  or  manufactured 
Articles  of  Gold  or  Silver,  Jewels,  Watches,  Pic-   : 
tures.  Plated  Articles,  Glass,  Silks  or  Lace,  will  be    .• 
cairied  by  the  Corporation,  for  the  loss  of  which 
it  will  be  responsible,  unless  with  such  Articles,    •• 
when  delivered,  is  also  delivered  a  Memorandum 
in  writing,  stating  the  character  and  kind  of  Articles 
and  their  value,  and  unless  a  proper  extra  price 
for  the  carriage  and  responsibility  of  such  Articles 
be  paid. 

Gunpowder,  Friction  Matches,  and  the  like  ;' 
combustible  Articles,  will  not  be  taken  on  any 
terms,  and  if  found  secreted,  or  among  other 
Goods,  they  will  be  forfeited  or  destroyed,  and  in 
case  of  damage  the  Shipper  or  Consignor  will  be 
held  liable  therefor. 

Articles  will  not  be  received  for  transportation 
unless  properly  Packed  in  suitable  Casks,  Boxes,   ^ 
Bales  or  Packages,  and  such  must  be  well  and 
clearly  Marked,  with  the  name  of  the  Consignee 
and  of  the  Station  where  they  are  to  be  delivered. 

Goods  in  Bundles  will  not  be  considered  as  pro- 
perly Packed,  and  will  not  be  received  on  any 
terms. 

No  allowance  Avill  be  made  for  deficiency  of 
Lemons,  Oranges  or  other  Fruits  in  Boxes,  Baskets 
or  Barrels,  unless  the  same  are  well  covered  with 
canvass,  and  clearly  Marked. 

The  Corporation  will  not  be  responsible  for 
Property  unless  duly  receipted  for  by  an  authorised 
Agent,  and  the  destination  of  Property  cannot  be 
changed  after  Shipment. 

The  Corporation  will  not  be  responsible  for 
Damages  occasioned  by  delays  from  Storms,  Acci- 
dents, or  unavoidable  causes,  or  by  decay  or  injury 
of  Perishable  Articles,  or  for  injury  to  Property 
produced  by  frost,  heat,  or  the  elements. 

Perishable  Property  must  always  be  prepaid. 

The  Corporation  will  only  be  liable  as  Ware 
Housemen  for  Property  while  in  their  Store 
Houses,  reserving  the  right  to  charge  storage  or 
send  to  store  all  Property  hot  taken  away  within 
48  hours  after  arrival. 

In  New  York,  all  produce  and  other  commodities 
must  be  removed  from  tha  Boats  and  wharf  within 
24  hours  after  their  arrival. 

When  receipts  are  required,  duplicates  ready 
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for  signiDg,  must  be  furnished  by  the  consignor. 

All  articles  will  be  at  the  risk  of  the  owners,  at 
the  several  Way  S'ations  and  Platforms  where 
Depot  buildings  have  not  been  established  by  the 
Corporation,  from  the  moment  such  articles  are 
delivered  as  directed  or  marked;  or  until  taken 
into  cars,  as  the  case  may  be. 

No  separate  article  or  parcel,  however  small, 
unless  forming  part  of  an  invoice  will  be  taken  for 
less  than  100  lbs.,  and  if  part  of  an  invoice,  for  less 
than  60  lbs. 

Invoices  not  amounting  to  26  cents  at  regular 
rates  will  be  charged  26  cents. 

When  articles  are  designed  after  transportation 
upon  this  Railroad,  to  be  forwarded  by  some  other 
corporation  or  an  individual  to  their  final  destina- 
tion, the  duplicate  receipt  furnished  by  the  con- 
signor must  specify  the  same  and  the  articles  be 
marked  accordingly.  This  Corporation  will  not 
be  responsible  for  such  articles  after  they  are  so 
delivered. 

Stoves,  Stove  Plates  and  Furniture,  and  other 
light  castings,  and  machinery  of  all  kinds,  will 
only  be  taken  at  owner's  risk  as  to  breakage. 

One  day  only  will  be  allowed  for  loading  and 
nnloadiiig  cars,  unless  a  special  agreement  to  the 
contrary  be  made  in  writing,  and  whenever  a  car 
is  suflfered  to  remain  loaded  for  24  hours,  unless 
otherwise  agreed,  it  will  be  at  the  option  of  the 
Corporation  to  unload  the  car  and  charge  the 
classified  rate  without  any  deduction,  or  to  charge 
for  the  the  use  of  the  car  while  standing  loaded, 
at  the  rate  of  SI, 00  per  day. 

Locomotive  Engines  and  Tenders  will  be  drawn 
at  30  cts.per  mile  in  Freight  Trains,  in  all  cases. 
Passenge  r  cars  at  2  cts.  per  wheel  per  mile. 
Freight  and  Baggage  Cars  at  1  cent  jwr  wheel  per 
mile. 

Pig  Iron,  Gypsum,  mineral  Coal,  Brick,  Buildmg 
Stone,  Firewood,  Posts  and  Rails,  Clay,  Sand, 
Lime,  in  bulk,  and  Manures  must  be  loaded  and 
unloaided  by  the  owner.  Should  the  Corporation, 
for  their  convenience  in  any  case,  choose  to  do  the 
loading,  then  10  cents  jHjr  ton  will  be  charged  in 
addition ;  and  for  unloading  under  such  circum- 
stances, a  charge  of  10  cents  per  ton  will  also  be 
made. 

Freight  delivered  at  side  Tracks  or  Turnouts, 
will  be  acounted  for  as  it  tallies  or  weighs  into  the 
cars  by  the  Corporation's  Agent  at  the  point  where 
it  started. 

Freight  taken  from  side  Tracks  or  Turnouts, 
where  the  Corporation  has  no  Agent,  will  be  ac- 
counted for  as  it  weighs  or  tallies  out  from  the 
cars  at  the  point  of  deliverj-. 

Freight  destined  for  Stations  where  the  Corpo- 
ration has  no  Agent,  must  be  prepaid. 

No  article  that  the  Agents  of  the  Corporation 
do  not  consider  worth  the  charge  for  Freight  at 
forced  sale,  will  be  taken  unless  the  freight  on 
the  same  is  prepaid  to  the  Agent  to  whom  it  is 
delivered. 

Articles  in  the  Third  or  Fourth  Class  will  be 
taken  at  the  convenience  of  the  Corporation. 

This  Corporation  will  not  be  accountable  for  the 
breakage  of  Glass,  Glass  Ware,  Looking  Glasses  and 
Marble,  or  for  damages  to  the  hidden  contents  of 
packages,  or  for  breakage  and  bursting,  or  by  im- 
roper  packing,  or  for  loss  of  Nuts  and  Shot  shipped 
in  bags,  nor  for  any  deficiency  in  Dry  Goods,  Boots 
Shoes,  Hats,  Caps,  and  Straw  Goods,  unless  the 
packages  are  properly  strapped  and  sealed,  when 
shipped. 

Articles  enumerated  below,  will  be  estimated  to 
weigh  as  follows : 

Carriages  of  all  kinds  will  only  bo  carried  at 
owner's  risk. 

The  character  f  denotes  articles  which  in  the 
classification  of  freight  are  specified  to  be  carried 
by  estimated  weights. 

fStage  Coaches,  Omnibusses  and  very  large 
Wagons  or  Sleighs  will  be  rated  at  6000  lbs.  each. 

fA  two-horse  Carriage,  Hack,  Wagon  or  Sleigh, 
not  boxed,  will  be  rated  at  3000  lbs. 

tA  one-horse  Buggy,  Chaise.  Cab,  Cart,  Gig, 
Sulkey,  or  SUigh,  not  boxed,  will  be  rated  at  2000 
Iba. 


I  Carriages,  when  w«ll  boxed,  double  weight,  at 
Owner's  risk. 

But  if  the  owner  of  the  cairiage,  &c.,  or  his 
agent,  shall  load  the  same  and  assume  the  risk  of 
any  damage  arrising  from  exposure,  fire,  weather, 
chafing,  or  any  other  injury  that  may  arise  from 
imperfect  packing,  then  the  price  to  be  charged 
will  be  Second  Class  Rates,  at  the  above  estimated 
weights. 

Common  Wagons  and  Carts,  when  sent  five  or 
more  together,  taken  to  pieces  and  closely  packed, 
will  be  rated  at  actual  weight. 

Wood  work  of  New  Lumber  Wagons  or  Carts 
not  ironed,  packed,  in  lots  of  five  or  more  at  one 
time,  will  be  taken  at  actual  weight. 

tHousehold  Furniture  will  be  taken  at  owner's 
risk,  well  boxed,  and  at  estimated  weights,  as  fol- 
ows :  Sofas,  700  lbs. ;  Mahogany  and  Rosewood 
Bureaus,  boxed,  500  lbs. ;  Mahogany  Bedsteads, 
300  lbs. ;  Mahogany  Tables,  400  lbs'. :  Mahogany 
Washstands  300  lbs:  Mahogany  Chairs,  100  lbs.; 
Shower  Bath,  300  lbs.;  Common  Chairs,  Toilet  Tab- 
les and  Washstands,  60  lbs. ;  Common  Bedsteads 
and  Tables,  100  lbs. 

tFlour,  200  lbs- ;  Beef  and  Pork,  320  lbs. :  Salt, 
300  lbs. ;  per  bbl. ;  Apples  and  Potatoes,  150  lbs. 
per  bbl.,  and  60  lbs.  per  bushel  in  bags  or  baskets  -. 
Mackerel  and  Shad,  320  lbs.  per  bbl. 

Wheat,  60  lbs. ;  Rye  and  Corn,  60  lbs  ;  Barley, 
48  lbs. ;  Buckwheat,  45  lbs. ;  Oats,  30  lbs. :  per 
bushel. 

Packages  of  Butter  weighing  less  than  50  lbs., 
will  be  rated  at  50  lbs.  each. 

f  Charcoal,  in  bulk,  if  dry,  at  14  lbs.  i>er  cubic 
foot,  or  23  lbs.  per  bushel.  " 

f Stone,  entirely  unwrought,  4000  lbs.  per  cubic 
yard.  l^ 

No  allowance  will  be  made  for  damage  to  any 
article,  unless  notice  thereof  is  given  before  it  is 
received  by  the  Consignee. 

All  articles,  the  bulk  of  which  renders  it  neces- 
sary to  be  shipped  in  open  Cars,  will  be  taken  by 
special  contract  as  to  price  and  risk  of  damage, 
and  the  contract  must  be  in  writing. 

All  property  will  be  subject  to  a  charge  for  nec- 
essary cooperage. 

A  Statement  of  the  rates  of  Storage,  Conditions, 
and  manners  of  receiving  and  .shipping  goods  and 
merchandize,  may  be  seen  on  application  to  the 
respective  Freight  Agents  at  the  .several  Sutions. 

The  Corporation  reserve  the  right  to  change  any 
of  the  above*  TolcSt  classes^  or  conditions,  at  their 
pleasure.      v.,:V-:T-' •  •^*t  "!  - 

C:^Terms,  cash  on  delivery. 
Rates  of  Toll  m  Cknt.s  per  100  Poi  .vds. 

•         Rates  between 
Names  g        New  York  and 

g  r-i       several  Stations. 
A'j^-^  of  .      §  ^ 

m  >:^  n     t    K  ^  ^ 

^  .S'^  «.»«!  SO  09 

Prmcipal  Q  g  .3     .*      ,2      i* 

Freight  Sl.ilioiis.  S         ^     ^     ^     ^ 

t-i         CI         03         ij< 

-  ::    V    '>\  Miles. 

Pier,  (baJ^stoN.  Y.). ..   24  10  8  G  4 

Piermout 25  14  11  H  7 

Suflern 41^4  17  14  11  8 

Turner's 67  21  IG  13  10 

Monroe 69j<^  21  17  13  10 

Oxford 62  22  17  13  10 

Newburg 26  20  15  12 

Chester 65  22  18  14  10 

Goshen 1 69>^  23  18  14  11 

Middletown 76^  24  19  16  11 

Delaware 98  29  22  17  13 

Narrowsburg 132  36  28  21  16 

Deposit 186>2'  46  36  27  21 

Susquehanna 202  60  38  28  22 

Binghampton 224  V^  54  41  31  24 

Owego 246j^  68  46  33  26 

Elmira 283  66  60  37  29 

Coming 800^  69  63  39  31 

Homellsville 341>^  77  69  43  34 

Cuba 392>^  88  67  48  38 

Clean 404^'  90  68  60  39 

Dunkirk 4691^100  75  65  40 


Names  g  2 

of  -'  |<S 

Principal  Stations. 


o  s 

o 


Rates  between 
.^Dunkirk  and 
several  Stations. 


as        K  n  n 

Stc  ao  n 

n  es  « 

O       5  O  t> 

"S       "O  -a  5 

•^      c^  CO  ^ 


24 

19 

14 

10 

27 

21 

15 

11 

37 

28 

21 

16 

45 

34 

25 

19 

48 

37 

27 

21 

66 

42 

31 

24 

60 

46 

33 

26 

Go 

49 

36 

28 

68 

51 

37 

29 

79 

60 

43 

34 

85 

65 

46 

37 

90 

68 

49 

38 

91 

69 

49 

39 

92 

70 

50 

39 

96 

73 

62 

40 

93 

70 

60 

40 

93 

70 

50 

40 

94 

71 

51 

40 

97 

73 

62 

40 

99 

75 

64 

40 

99 

76 

64 

40 

100 

75 

55 

40 

Miles. 

Clean 64^ 

Cuba 77 

Homellsville 127>^ 

Corning 168>^ 

Elmira 186V 

Owego 222)4 

Binghampton 244^ 

Susnuehanua 267  >i 

Depasit 282^^ 

Narrowsburg 337^ 

Delaware 371  '4 

Middletown 392>^ 

!  Goshen .399^4 

Chester 404>4 

!  Newburg 

Oxford 407>4 

j  Monroe 409^ 

1  Turner's 412>4 

iSuffern 427>^ 

Piermonl 1 444^4 

Pier .446>4 

New  York 469>4 

From  Soicmber  1st,  to  April  16/A,  Ten  per  cent. 
will  be  added  tt>  these  rates.  .   - 

Entmeratiox  Axn  Ci.as.<!IFicatiox  op  Articles. 

All  articles  not  enumerated  will  be  charged 
first  class  rates. 

This  character  t  refers  to  articles  carried  at 
estimated  weights. 

This  character  *  refers  to  articles  in  the  Third 
Cla.ss  which  are  carried  at  Fourth  Class  Rate,   i  n 
specified  quantities. 

rirst  Class.  ■'-•-.- 

Apples,  green. 

Baskets,  double  weight,  Batting,  cotton.  Blinds 
Berries,  Bonnets,  Books,  Boots  and  Shoes,  Bread   , 
Brushes  and  Brooms,  Bufi'alo  Robes,  Bacon,  loose, 
Beeswax,  Beans  and  Peas,  green,  Bottles,  empty, 
Boxes  and  Barrels,  empty. 

t  Cabinetware,  boxed,  at  owners  risk,  Codfish, 
in  bundles.  Candies,  in  boxes,  Cards  Cotton  and 
Wool,  f  Chairs,  boxed,  Cotton  waste,  in  sadcs  or 
bales.  Copper  and  Brass  vessels,  Carpetings,  Cig- 
ars, Cigar  Boxes  in  cases,  t  Carriages,  well  boxed, 
owner's  risk,  Clocks  and  Weights,  Cradles  and 
Baskets,  double  weight,  Cork,  Covers  and  Sieves, 
Cocoa  Nuts,  t  Cattle  and  Calves,  Caps,  Cassia, 
Cultivators,  Camphenc,  at  owner's  risk  of 
leakage. 

Dry  Goods,  l>oxe8  and  bales.  Drugs,  in  boxes, 
Demijohns,  empty,  double  weight.  Deer  Skins, 
loose  in  bundles. 

Feathers  and  Furs,  owner's  risk.  Furniture,  old, 
loose,  1500  lbs.  cart  load  at  owner's  risk,  Fruit, 
green,  at  owner's  risk.  Figs,  Flax,  in  bales,  cover- 
ed, Fish,  fresh,  at  owner's  risk,  t  Furniture,  new 
well  boxed.  Fowls,  in  cooi>8,  one  and  a  hah 
weight. 

Game  at  owner's  risk.  Garden  Seeds,  Glassware 
at  owner's  risk  of  breakage.  Grapes,  Glass,  win- 
dow, over  12  X  20,  owner's  risk. 

Hair  and  Moss,  upholster 's,  in  .sacks,  Hats  and 
Caps,  U.-iniesses  and  Saddles,  Hams,  loose,  tHogs 
aijd  Pigs,  Hollow  ware,  Honey,  t  Horses  and 
Mules. 

Indigo,  Ink,  in  boxes,,  at  owner's  risk  of 
breakage. 

Lemons  and  Oranges,  packed.  Looking  Glasses, 
owners's  risk  of  breakage.  Leather,  loose,  going 
West,  t  Live  Slocks  of  all  kinds. 

Machinery,  well  boxed,  at  owner's  risk.  Marble, 
wrought,  at  owner's  risk  of  breakage.  Mats  and 
Rugs,  Measures  and  Tubs,  in  nests,  Medicines, 
owner's  risk,  Musical  Instruments,  Moss,  in  sacks, 
Mu.skets,  and  other  fire  arms.  Melons  ond  Cucum- 
bers at  owner's  risk. 

Nuts,  in  ba^. 
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Oysters,  in  kegs  or  cans. 

Paper  Hangiugs,  in  bundles,  Palm  Leaf,  in 
bales.  Paper  and  Stationery,  Peaches,  in  baskets, 
prepaid,  at  owner's  risk.  Pianofortes,  1,200  lbs., 
owner's  risk,  f  Pigs,  Peltries,  Ploughs,  Pumps, 
Pine  Apples,  at  owner's  risk,  Porter  and  Ale,  in 
glass,  Plaster  Paris  Casts,  owner's  risk.  Poultry, 
at  owner's  risk,  Powder,  not  taken  under  any  cir- 
cumstances. 

Quinces,  at  owner's  risk. 

Rattan.  '■•     t 

Saddlery,  Scale  and  Scale  Beams,  f  Sleigbs, 
well  boxed.  Shingles,  loose,  f  Sheep  and  Lambs, 
So»p,  fancy,  Soda  Water,  Spirits  of  Turpentine, 
at  owner's  risk  of  leakage,  Stove  Pipe,  Stove 
Furniture,  at  owner's  risk.  Stoves,  mounted,  at 
owner's  risk,  Straw  Goods,  Stove  Plates,  at 
owner's  risk,  Starch,  Sweet  Potatoes,  Spices, 
ground. 

Tinware,  Trunks,  Trees  and  Shrubbery,  at 
owner's  risk.  Toys,  boxed,  Tea,  Twine. 

Umbrellas,  boxed. 

Veneering,  A'^arnish,  Teal  and  Lamb,  dressed, 
at  owners  risk.  Venison,  at  owner's  risk. 

AVaggons,  children's,  double  weight.  Waste,  in 
sacks  or  bales.  Wine,  in  boxes  or  b;iskets.  Whips, 
boxed,  Wadding,  Wicklng,  Waggons  and  Carts, 
common,  in  pieces.  Wheelbarrows,  Whalebone, 
Wooden  ware.  Wool,  in  sacks,  going  West,  Willow 
ware,  double  weight. 

Yarn. 

Second  Class. 

Alcohol,  in  bbls..  Ale  and  Beer,  in  casks,  Axes, 
Axletrees,  iron,  not  car  axles. 

Bacon  and  Hams,  in  casks,  going  West,  Bags  and 
Bagging,|in  bales.  Bells,  Brimstone,  Beef,  fresh,  at 
owner's  risk,  tBeef.  salted,  in  bbls.,  going  West, 
Blankets,  in  bales.  Burlaps,  Binder's  Boards, 
Broom  Com,  pressed  in  bales,  Boilers  for  engines. 
Brandy,  Gin  and  Rum,  in  wood,  Bulk  Meat,  But- 
ter, Beans,  in  bags  or  bbls. 

Cannon,  Canvass,  Candles,  Cranberries,  Carts 
and  Waggons,  common  in  pieces,  closely  packed 
in  lots  of  five  or  more,  Chair  and  Turned  Stuff, 
Clover  Seed,  Coffee,  Copper,  plate,  sheet  and  bolt. 
Copper,  pig,  wire,  rods  and  nails,  Crockery,  boxes 
and  bbls..  Currants  in  bbls.  or  casks. 

Deer  Skins,  closely  packed  in  bales.  Domestic 
Shirtings,  and  Sheetings,  in  bales.  Dried  Apples 
and  Peaches,  Dried  Fruits,  Domestic  Woollen 
Goods,  going  East  on  manufacturer's  account. 
Drugs  and  Dyewoods,  in  bbls.  or  bags. 

Eggs,  at  owner's  risk,  Earthen  and  Stone  ware. 

Fish,  pickled,  dried,  salted  or  smoked,  Flax  or 
Grass  Seed,  Forks,  Hay  and  manure. 

Glass,  window,  under  12  x  20,  owner's  risk.  Glue 
and  Gum,  Groceries,  not  enumerated  in  other 
classes.  Grass  Seed,  Gunny  Bags. 

Hair,  Saddlers  and  Plasterer's,  Hardware, 
Hops,  Hemp,  in  bales  or  bags,  at  owner's  risk. 
Hoofs  and  Horns,  Herrings,  in  boxes  or  kegs. 
Hides,  dry,  less  than  100,  Hoca,  Hay  and  Straw, 
pressed  in  bales. 

Iron  Safes,  Iroi,  hoop,  band  and  sheet 

Lead,  in  pipe,  bars,  pig  and  sheet.  Leather,  ia 
rolls  or  boxes,  Liquors,  in  casks  or  bbls.,  at 
owner's  risk  of  leakage. 

Moss,  in  bales.  Mahogany  and  other  Foreign 
Wood  of  value.  Marble,  unwrought,  in  slabs,  at 
owner's  risk. 

Nuts,  in  bbls..  Nail  Rods. 

Oakum,  Oil  Cloth,  Oils,  at  owner's  risk  of 
leakage.  Oysters  and  Clams,  in  shell,  at  owner's 
risk,  prepaid. 

Paints  and  Dye  Stuffs,  Paper,  Printer's,  Paper 
Hangings,  in  boxes.  Pasteboard,  Pickles  and  Cu- 
cumbers, in  casks,  Pork  and  Mutton,  fresh,  at 
owner's  risk,  t  Pork,  salted,  in  bis.  going  West, 
Peas,  in  bags  or  bbls. 

Rope,  Rags,  at  owner's  risk  of  fire  and  wet. 
Rice,  Raisins. 

Straw  Paper,  Scales  and  Scale  Beams,  boxed, 
Scythes  and  Snaths,  Shot,  in  bags,  Saleratus, 
Soap,  common,  in  boxes.  Sheep  Skins,  in  bales. 
Spelter  and  Zinc,  in  pigs.  Stoves  and  Stove  Plates, 
by  the  car  lo»d,  on  manufacturer's  accouot,  at 


owner's  risk.  Shovels  and  Spades,  -Stove  Plates, 
boxed. 

Tobacco,  in  bales.  Tow,  pressed,  Tj'pc,  Tobacco, 
manufactured,  going  West. 

Water,  mineral.  Wood,  in  shape.  Wool,  pressed 
in  bales,  AVines,  in  casks  or  bbls.,  at  owner's  risk 
of  leakage,  Whiskey;  going  West,  at  owner's  risk 
of  leakage. 

Third  Class. 

Acids,  Pyroligenous,  in  casks,  *  Anchors,  An- 
vils, ♦Ashes,  dry,  house  and  leached,  *  Ashes, 
Pot  and  Pearl,  Axes,  going  East  on  manufacturer's 
account. 

♦Bacon,  in  casks,  ♦Bleaching Powders,  in  casks 
or  bbls.,  *  Bacon,  in  casks  or  boxes,  going  East, 
**Beef,  salted  in  bbls.,  going  East,  ♦  Bark,  Tan- 
ners, Bones,  ♦  Bran  or  Fe«d,  in  bags  or  bis., 
♦Brick  or  Building  Stone,  to  Pi«r  only,  ♦Burr 
Blocks,  ♦Barilla. 

t  Charcoal,  to  Pier  only.  Cheese,  in  boxes  or 
casks,  at  owner's  risk  of  weather.  Cider,  *  Clay, 
Marl  and  Sand,  to  Pier  only,  ♦Coal,  Mineral,  to 
Pier  only.  Codfish,  in  hhds.  and  boxes.  Crockery, 
crates  and  hhds..  Copper,  Ore,   ♦  Cotton,  in  bales, 

♦  Cement,  in  bbls,  *  Chain  Cables,  Copper  in  boxes, 

♦  Chalk,  ♦  Car  Wheel  and  Car  Axles. 

Dye  Wood  in  sticks,  Domestic  Cotton  Goods,  on 
manufacturers  account  going  East. 

♦  Earths  and  Manures,  to  Pier  only. 

♦  *  Fire  Wood,  Posts  and  Rails,  *  Flour  or  Meal, 
in  bags,  ^  Flour  and  Meal,  in  bbls. 

t  *  Grain  of  all  kinds,  in  bags,  'Grain  of  all  kinds, 
in  bbls.,  *  Gypsum,  Guano,  Grindstones. 
Hemp,  Mauilla,  in  bales,  Hemp  Yarn,  in  reals, 

♦  Heading  and  Staves,  Hides  and  Skins,  green. 
Hides,  dry,  in  bales.  Hog's  Hair,  in  bales,  'IIoops, 
and  Hoop  Poles,  owner  to  load  and  unload. 

♦Iron,  bloom,  bar,  .scraj),  pig,  boiler,  and  rail- 
road, *  Iron  Castings,  plain  and  heavy,  not  machi- 
nery, *  Iron  Ore, 

♦  Junk,  Joiner's  Work. 
♦Lard  and  Lard  Oil,  in  bbls.  and  kegs,  *  Lath j^ 

actual  weight,  *Lead,  in  pigs  or  bars,  going  East,  «n 
Leather,  undressed,  in  boxes  or  rolls,  going  East, 

♦  Lime,  in  bbls.  or  casks,  ♦  Lime,  in  bulk,  Loco- 
motive Engines. 

♦Mill  Stones,  Mola.sses,  'Marble  and  Stone,  un- 
wrought, in  blocks.  Mahogany,  in  log. 
♦Nails,  Spikes  and  Bolts. 

Oars,  at  owner's  risk,  to  Pier  only,  owner  to  load 
and  unload,  *  Oil  Cake,  in  casks. 

♦Plaster,  t*Pork  and  Beef,  salted  in  bbls., 
going  East,  **  Potatoes  and  similar  roots  in  bags 
or  bbls.,  *  Pitch.  "" 

Railroad  Cars,   *  Rosin,  Rigging. 

♦  Salt,  Saltpetre,  *  Soda  Ash,  *  Shingles,  in 
bunches,  actual  weight.  Starch,  in  bbls.,  on  ma- 
nufacturer s  account,  Sugar,  hhds.,  bbls.  and  box- 
es. Shot,  in  kegs,  *Steel,  in  boxes,  bundles  or  bars. 
Steel  Springs,  going  East  on  manufacturer's  ac- 
count. Sumac,  ^  *  Stone,  unwrought. 

♦  Tallow,  in  bbls.,  *  Tar,  Tin,  *  Tobacco,  in 
hhds.  or  boxes,  immanufactured,  Tobacco  manu- 
factured, going  East. 

Vinegar. 

♦  Whiting,  *  Whiskey,  going  East,  Wire. 

♦  Zinc,  in  casks. 


Fourth  Class, 
tons.    Ashes,   leached,    10 


tons, 


Anchors,   10 
Ashes,  Pot  and  Pearl,  10  tons. 

Bacon  and  Hams,  in  casks,  10  tons,  ♦  Beef  and 
Pork,  salted,  in  barrels.  10  tons,  Burr  Blocks,  10 
tons,  Barilla,  10  tons.  Bleaching  Salts,  10  tons, 
Bark,  ground,  in  bags  or  casks.  Bark,  Tanner's, 
10  tons,  Brick  and  Building  Stone,  to  Pier  only, 
owner's  to  load  and  unload,  10  tons. 

Chain  Cables,  10  tons.  Chalk,  10  tons.  Coal, 
Mineral,  10  tons,  to  Pier  only.  Cement,  10  tons, 
Clay,  10  tons.  Car  Wheels  and  Axles,  10  tons, 
Cotton,  in  bales,  10  tons. 

Earth  and  Manure,  10  tons,  to  Pier  only. 

t  Flour,  100  bbls..  Flour,  in  bags,  10  tons.  Fish, 
-salted,  in  bbls.,  25  bbls.,  'Firewood,  10 tons,  to 
Pier  only.  Feed,  in  bags,  10  tons.  Feed,  in  bbls., 
100  bbls. 

tOraio,  in  bags,  10  tons,  Qraio,  in  bblfl.,  100 


bbls..  Gypsum,  10  tons,  to  Pier  only.  Guano,  10    1 
tons.  Grindstones,  10  tons. 

Heading  and  Staves,  10  tons.  Hoops  and  Hoop  ■ 
Poles,  10  tons. 

Iron,  bar.  pig,  scrap,  bloom,  bolt,  shapes, 
boiler  and  railroad,  10  tons,  Iron  Ore,  10  tons, 
Iron  Castings,  heavy,  not  liable  to  damage,  10 
tons. 

Junk,  10  tons. 

Lime,  in  casks,  10  tons.  Lime,  in  bulk,  to  Pier 
only,  owner  to  load  und  unload,  10  tons, '  Lumber 
under  25  feet  long,  to  Pier  or  Newburg,  10  ton.",  ';  • 
Lath,  10  tons.  Lead,  pig  and  bar,  10  tons.    Lard  " 
and  Lard  Oil,  in  bbls.,  10  tons. 

Marble,  unwrought,  in  blocks,  10  tons. 

Nails,  10  tons. 

Oil  Cake,  in  casks,  10  tons. 

t Potatoes,  in  bbls.,  100  bbls..  Pitch,  26  bbls.,  '; 
Plaster,  10  tons,  owner  to  load  and  unload.  Posts  ", 
and  Rails,  10  tons,  owner  to  load  and  unload. 

Rosin,  26  bhls. 

Spikes,   common,   ship   and  railroad,   10  tons, 
t  Stone,  unwrought,  10  tons.   Steel,  in  boxes,  10'" 
tons.  Sand,  10  tons,  to  Pier  only,  '  Salt,  in  bbls. 
or  bags,  10  tons.  Soda  Ash,  10  tons.  Shingles,  10 
tons,  Sbooks,  10  tons. 

Tallow,  in  casks,  10  tons.  Timber  under  26  feet 
long,  10  tons.  Tobacco,  unmanufactured,  10  tons. 
Tar,  26  bbls. 

Whiskey,  10  tons.  Whiting,  10  tons. 

Zinc,  10  tons. 

Rates  for  Hides  and  Sole  Leather. 
Dry  Hides  sentfrom  New  York,  and  Sole  Leath- 
er sent  to  New  York,  when  taken  in  quantities  of 
100  or  more  Hides  or  Sides,  at  one  time,  will  be 
charge  by  the  piece  as  follows  : 

Shippers  of  Hides  and  Leather  are  required  to 
mark  each  Hide  (dry)  or  Side  of  Leather  with 
paint  or  brand.  This  rule  is  found  necessary  to 
avoid  errors  in  delivery. 

Per  Side         Per  Hide 
From  and  to  to  N.  Y.  fromN.Y. 

nffern  and  all  stations  be- 
tween Suflern  and   New 

Hampton 3  4 

Middletowu   3^  4i 

Delaware SJ  a\ 

Narrowsburgh 4|  61        v 

Deposit 64  7      -  _.. . 

Susquehanna 6  8        •; 

BinghamtOD 6  8 

Owego 6J  84 

Elmira 74  94 

Corning 74  10 

Homellsville 84  11 

Cuba 94  12 

Olean 91  124 

Dunkirk 114  18 


RATE.S  FOR  WELL  SEASONED  FINE  AND  HEMLOCK 
BOARDS  AND  PLANK  NOT  MORE  THAN  26  FEET 
I.ONO,  PER  M.  FEET,  B.  M.  IN  LOTS  OP  10  TONS 
OR    MORE,   AT   ANY   ONE   TIME. 

If  only  partially  seasoned,  10  per  cent.,  and  if 
green,  20  per  cent,  will  be  added  to  these  rates. 
For  pine  and  hemlock  logs  and  timber  not  more 
than  26  feet  long,  fifteen  per  cent,  will  be  added  to 
these  rates.  ^ 

Owners  to  load    Owners  to 

and  the  RR  Co.     load  and 

to  unload. 


o 


From  Dunkirk S8  80 

"      Olean 7  70 

"     Cuba 7  42 

Homellsville 6  43 

Corning 6  50 

Elmira 6  60 

Owego 4  84 

Binghampton 4  40 

Susquehanna 4  01 

Deposit 3  67 


unload. 

% 

on) 

S8  62 


42 
16 


<i 
It 


6  16 
6  22 
6  22 


4  56 
4  12 
8  74 
8  80 


To  determine  the  contents  of  each  car  when 
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loaded  with  lumber,  it  will  be  me.isnred  by  solid 
or  cubic  feet.  Each  cubic  foot  will  be  estimated 
to  contain  10  superficial  feet  or  B.  M.  In  all 
cases,  where  lumber  of  different  lengths  is  loaded 
promiscuously  on  the  same  car,  the  whole  load 
will  be  estimated  to  be  of  the  length  of  the  longest 
on  said  car;  but  when  loaded  separately,  the  ac- 
tual dimensions  of  each  length  will  be  taken. 
Planed  lumber,  joist,  scantling  and  plank,  exceed- 
ing two  inches  in  thickness,  will  be  estimated  to 
contain  eleven  feet  B.  M.  to  each  cubic  foot. 

On  Norway  or  Yellow  Pine,  not  more  than  26 
feet  long,  from  and  to  Stations  named  in  the  above 
table,  26  per  cent,  will  be  added  to  the  stated 
rates  in  said  table. 

Lumber  of  all  kinds,  not  more  than  25  feet  long, 
headings  and  Staves,  shooks,  Tannei-s  bark,  shin- 
gles and  hoop  poles,  (which  must  be  tied  up  in 
bunches,)  in  quantities  of  10  tons  or  more,  to  or 
from  stations  not  named  above,  will  be  taken  at 
fourth  class  rates,  to  be  loaded  and  unloaded  by 
the  owner,  and  estimated  to  weigh  as  follows : 

■\Firejcood,  posts  and  r«t75,if  dry,  at  4000  lbs.  or 
if  green,  at  4500  lbs.  per  cord. 

■^TaiiTier's  bark,  if  dry,  at  2000  lbs.  per  cord. 

•fpine  and  hemlock  boards,  planks  and  scantling 
if  well  seasoned,  at  2500  lbs.  or  if  not  well  season- 
ed, at  2760  lbs.;  if  green,  at  3000  lbs.  per  M.  feet, 
B.  M. 

tNorway  or  yellow  pine,  dry,  3,000  lbs.;  partly 
dry,  4,000  lbs.;  if  green,  6,000  lbs.  per  M.  feet, 
B.  M. 

■\Ash,  maple  and  cherry,  if  dry,  3600  lbs.  or  if  not 
dry,  4000  lbs,  per  M.  fe«t,  B.  M. 

fOak  and  walnut,  if  well  seasoned,  4000  lbs.;  if 
not  well  seasoned,  5000  per  M.  feet,  B.  M. 

■fOreen  basswood  boards  8000  Ibfi.;  if  dry,  2600 
lbs.  per  M.  feet  B.  M. 

Timber  and  spars  over  25  feet  long,  will  be 
carried  at  special  prices,  to  be  agreed  upon  be- 
tween the  General  Freight  Agent  or  Lumber 
Freight  Agent  and  the  owner. 

Ship  timber,  staves,  heading  and  hoop  poles, 
will  be  charged  for  at  actual  weights. 

Lumber  must  be  removed  from  Piermont  pier 
within  five  days  after  notice  of  its  arriv<al  has 
been  given  to  the  consigne  s,  or  twenty  cents  i>er 
M.  feet  B.  M.,  will  be  charged  for  each  day  that 
it  remains  there  more  than  five  days  after  such 
notice.  The  want  of  room  to  store  it  at  the  pier, 
renders  this  rule  necessary,  and  the  Agent  there 
will  be  required  to  enforce  it  rigidly. 

RKDLBKD  RATES  fOR  HORSES,  CATTLE,  SHEtP, 
LAMBS,  HOr.S,  AND  OTHER  LIVE  STOCK  PER  CAR 
LOAD  OF  NOT  MORE  THAN  TEN  TONS,  WHEN  TA- 
KEN ENTIRELY  AT  OWNER's  RISK,  BETWEEN  THE 
STATIONS  NAMED  AND  NEW  YORK,  P.ITERSON 
AND  NEWBURG,  THE  OWKER  OR  DRIVERS,  ONE 
TO  &ACH  CARLOxn,  TO  ATTENb  TO  THEIR  STOCK, 
WILL  BE  CARRIED  FREE,  BUT  AT  THEIR  OWN 
RISK  Oy  PERSONAL  INI  URT  FROM  ANV  CAUSE 
WHATEVER  : 


Fijtm 


H 

o 


o 

ST' 


o 
ft 

e 


I>unkirk §90  00 

Olean 83  00 

Cuba 81  00 

Hornellsville 70  00 

Painted  Post  and  Corning 66  00 

Elmira,  Wellsburg  and  Chemuhg.  65  00 

Owego  and  Campviile 62  00 

Binghamton  and  Great  Bend 60  00 

Susquehanna 69  00 

J^POsit 58  00 

^^"owsburg .jO  00 

Delaware 44  00 

Middletown 32  00 

New  Hampton '...".', .' ." '  28  00 

Goshen 24  00 

Chester,  Oxford  and  Monroe .. ...  20  00 

I  urner'i  and  Greenwood 16  00 


S84 
77 
75 
64 
60 
69 
56 
64 
63 


00 
00 
00 
00 
00 
00 
00 
00 
00 


62  00 
44  00 
38  00 
26  00 
22  00 
18  00 
14  00 
10  00 


1,!VE  HTOCK. 

In  quantities  less  than  a  car  load,  will  be  taken 
at  the  following  estimated  weights,  at  first  class 
rates : 

fl  Horse  or  horned  animal  will  be  rated  2,000  lbs. 
t2  Horses  or  horned  cattle        "         '•      3,500  " 
t3  Horses  or  homed  cattle        "        "     6,000  " 
t(Any  excess  over  6,000  lbs.,  and  letss  than  a  car 

load,  at  actual  weight.) 
fCalves  not  more  than  three  months  old. .  150  lbs. 

tSheep 125   " 

fLambs 100  " 

fPigs  and  store  Hogs 126   " 

(Calves  over  three  months  old,  actual  weight.) 

A  deduction  will  be  made  from  the  above 
named  prices  i»€r  car  load,  for  Cattle,  Horses 
Hogs,  Pigs,  Shdfcp,  Lambs,  Calves,  or  other  live 
stock,  if  taken  ott'  at  the  following  stations,  viz 
At  Delaware,  or  Narrowsbnrg,  $8 ;  at  Middle- 
town,  S6;  at  Goshen  or  Chester,  S5;  at  Sufferns 
or  any  other  point  on  the  Railroad  east  of  that 
station,  $3. 

.MOVEMENT  OF    KKEIUHT  TRAINS — EASTWARD    COLND. 

. .,-  -- ,     :        Slow  Ftci^hl. 

Miles. 

Monday,  leaves  Dunkirk 6.20 

'•       Clean <ii%     2.10 

arrives  at  Hornellsville  9.52 

Tuesday,  leaves  Hornellsville. . .  12724     7.00 

"      Coming 168^  12.07 

,    .  .     "      Elmira 186>^     2.22    " 

arrives  at  Owego 222'^     6.33    " 

Wednesday,  leaves  Owego 6.06  1.  m. 

arrives  at  Susquehanna  12.00  m. 

Thursday,  leaves  Susquehanna.  267 '4     4.00 

"       Deposit 28234:    6.44 

"      Narrowsburg.337J4  12.27 
arrives  at  Delaware.  . .  371^4     3.45 

Friday,  leaves  Delaware 2.00 

arrives  at  Pier 445.I4  10.47 

Fast  Frei'rhf.       .    .  ..    :   , 


M. 
.M. 


A.  M. 


P.   M. 


Monday, 
Tuesday, 


.127?. 


12.S0  p.  M. 
11.52    " 

4.00  A.  M. 

4.43  p.  M. 
C.OO    " 
4.16  A.  M. 
6.00    " 
1.35  p.  .M. 


Monday, 
Tuesday, 


leaves  Dunkirk 

arrives  at  Horncllsv 
leaves  Hornellsville.. 
arrives  at  Susquehan .  267,^^ 
leaves  Susquehanna. 
Wednesday,  arrives  at  Delaware,37JJ4 

leaves  Delaware . . . 

arrives  at  Piermont,446^ 

From  Piermont  to  New  York  by  river  in  barges 
Distance  24  miles.     ^'^ :'■'['  ■:'':      '  :  : ''- 

WESTWARD   BOfVD. 

.).';*■        Slew  Freight . 

r :::':-,  '.\---r'.y'%:         Miles. 

leaves  Piermont 

arrives  at  Delaware. .  74 

leaves  Delaware 

arrives  Susquehanna.  178 
Wednesday,  leaves  Susquehanna, 

arrives  Owego 222^2 

Thursday,  leaves  Owego 

arrives  Hornellsville.  317 
Friday,  leaves  Hornellsville..  .. 

arrives  at  Dunkirk 445 

Fast  Freight.     . 

leaves  Piemiont < 

arrives  at  Delaware..  74 

leaves  Delaware 

arrives  Susquehanra,178 
Wednesday,  leaves  Susquehanna, 

arrives  HorneIlsvil]e,317 
leaves  Hornellsville, 
Thursday,    arrives  at  Dunkirk . .  445 

Average  load  for  the  same  engine  on  each  Divi 
sion: 

Piermont  to  Delaware. 74  miles.  14  cars 

Delaware  to  Susquehanna . . , ,  .  104    " 
Susquehanna  to  Hornellsvilre . .  139     " 

Hornellsville  to  Dunkirk 128     " 

By  these  coudition.s  and  charges,  it  will  be  seen 
that  local  freight,  in  the  summer,  for  the  first  100 
milee  from  New  York,  including  sbipmeut  from 
Kew  York  to  Fiemont,  costs  m  followi ; 


Monday, 
Tuesday, 


4.00  p. 

M. 

11.30    " 

8.00  a. 

M. 

9.60  p. 

M. 

l.lo    " 

6.47    " 

6.45  A. 

M. 

6.15  p. 

M. 

7.16  A. 

M. 

7.40  p. 

>l. 

6.00  A. 

M. 

1.20  p. 

.M. 

6.00  a. 

M. 

4.55  p. 

M. 

6.00  a. 

.M. 

8.00  p. 

M. 

10.00    ' 

c 

10.30  A. 

M. 

40 
16 


■mf, 
(t 


per  ton  per  mile. 


First  class.  .6.9    cts.  per  ton  of  2000  lbs.  per  mile. 
Second  class,4.6     " 

Third  class..  3.47  "  "  "  « 

Fourth  cla8s,2.65  " 
For  the  first  200  miles  from  New  York  : 

First  cla.ss «^..  .'. . .  4.96  cts.  per  ton  i^r  mile. 

Second  class....... .'.  ..3.76    "  "  " 

Thirdclass 2.77    "         i«.    t:^*--- 

Fourth  class 2. 16    "  "  ^V 

For  the  first  300  miles  trom  New  York  : 

First  class 4.6    cts.  per  ton  per  mile. 

Second  class 8.52 

Third  class 2.59 

Fourth  class 2.06 

Through  freight : 

First  class 4.26  cts. 

Second  class 3.14 

Thirdclass 2.34 

Fourth   class 1.7      "  "  -*' 

Through  freight,  between  November  Ist  and 
April  l')th : 

First  class 4.69  ct.«.  |ter  ton  per  mile. 

Second  class 3.45    "  "  "     . 

Thirdclass 2.67    "  "  «« 

Fourth  class ,...1.87    "  "  «• 

Through  winter  rates,  i>er  article  of  heavy 
freight,  in  lots  of  10  tons  and  over.  Distance 
469tmile8:  /  ,  .     /z-.^i'-.^ 

Flour,  per  bbl 88     centi. 

Beef  and  Pork,  per  bbl 141 

Wheat,  per  bushel 26 ».^    '• 

Oat8,i)er        " 13^^    " 

Rye  and  Com,  per  bushel.' *v^^^^4}i    '• 

Lumber,  per  M.  feet S8  80 

Iron  in  heavy  castings,   forgings,  bars   or 

masses,  per  ton 8  80 

All  heavy   minerals,   earths,  fuel,  building 
material,  produce  and  provisions,  per  ton.  8  80 
Nine  percent,  discount  from  these  rates  between 
April  15th  and  November  1st. . 

ABSTRACT  OF  FREIGHT  BLSINES.S  OVER  THE  KKW 
YORK  NND  ERIE  RAILROAD  FROM  OCT.  Ist,  1862, 
TO    SEPTENIBER    30th,    1853. 

Number  of  tons  carried  one  mile 101,626,522 

Miles  run  by  freight  trains _..      1,249,694 

Average  load  per  train,  tons ".  .  81 

Gross  earnin£8  for  f  eight $2,537,214  52 

Average  receipts  per  ton  per  mile, 

cents , ; 2.5 

Average  through  trijw,  each  way.  ..  1,404 

Average  through  trips  each  wav  per 

day,  for  313  days .' 4}^ 

The  following  is  a  special  freight  notice,  issaed 
in  the  month  of  January  : 

NEW  voRK  AND  EKiE  RftiLROAD — {Specioi  Freight 

Notice.) 
■ .  .  I. 

t  -         General  Freight  Office,   }     ■' '. 

New  York,  Jan.  28,  1854      J     :>/ 

On  and  after  Wednesday,  February  1st,  the  New 

York  and  Eric  Railroad   Company  will   transport 

from  Dunkirk,  Buffalo  and   Tonawanda,  to  New 

York,  as  follows: 

Articles  not  enumerated $1  00  per  100  Ibe. 

Dressed  poultry,  and  fresh  meats 
(except  hogs)  at  owner's  risk.    1  25     "         " 

Furs  in   bales  and  boxes,  mer-  j 

chaudize,  fowls  in  coops,  at  '    '  -• 

once  and  a  half  actual  weight  1  00    "  l; . 

Books  and  paperis  in  boxes,  wine  .    |-. 

in    boxes,   bacon    and   hams  # ;   #  .^ 

loose,  curled  hair,  sheep  and  '£;'-• 

deer    skins,   v.ool,    hemp   in  '     ,i-  v.x 

bales     uncovered,     domestic  ^.  ;•. 

dry  goods  of  all  kinds 0  60    "     .    ^i,':: 

Dressed  hogs  (at  owner's  risk).  0  80    *-     ■.-  r:\t^ 

Dried  fruit  iu  barrt-ls  and  boxes, 
beeswax,  clover,  grass  and 
flax  ."jced,  ginseng,  lutps,  hair 
in  bale.s,  nuts,  oil  cloth,  [>*ta- 
tocs,   printing  paper,  roofing  .-.,--• 

paper,  rags  in  sacks,  buflDslo  .\  ' 

robes,  wood  In  8h»pe,  yrtiik\)-  i 


i  ■\- 
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ping  paper,   yam  pressed  in 

bales,  hogs'  hair  and  bristles.  0  GO    " 

Butter,  cheese,  and  eggs  in  bar-  ■  <. 

rels,  (at  owner's  risk,)  hemp 
in   bales,    (at  owner's  risk,)  "j  ..• 
.  starch   in   boxes  and  barrels 
(on  manufacturer's  account. .   0  60    " 

Beans  and  peas,  unmanufactured 

leather  in  boxes  aud  rolls 0  60    " 

Ground  bark  in  casks,  grain  and 
flour  in  bags,  lard  oil,  linseed 
oil,  lard  in  barrels  and  kegs, 
crjicklings,  oil  cake,  sausage, 

...skins,  bacon,  hams,  tobacco, 
cotton  in  bales,  tallow  and 
grease  in  casks  and  barrels, 
potash,  pearlash 0  11     " 

Beef,  pork,  and  pickled  meats  in 
bbls.  and  tcs.,  domestic  spir- 
its   0  44    " 

Flour  in  lots  of  50  bbls.  or  more  1  00  per 


j.irrel. 


Cleveland  and  Ncmt  Yorlc  City  Itnllroail. 

The  following  gentlemen  were  chosen  Directors  of 
this  projected  road  on  Fridaj- :  Cleveland,  E.  G. 
Williams,  II.  W.  Clark,  J.  A.  Morley;  Painesville, 
Uri  Seelcy,  R;  Hitchcock;  Madison,  W.W.Branch; 
Ashtabula,  Frederick  Carlisle. 

Saturday  evening  Ellery  G.  Williams,  of  this 
City,  was  unanimously  elected  by  the  Directors 
as  President,  and  W.  II.  Stanley,  Secretary  and 
Treasurer. 

$417,000  Stock  has  already  been  subscribed  in 
this  City,  and  adjoining  counties,  aud  from  the 
high  character  of  the  Directoi-s  and  the  President, 
for  enterprize  and  experience  in  railroad  matters, 
the  prospects  of  the  road  are  erery  way  en- 
couraging. 

The  road  will  form  a  connection  with  the  other 
six  feet  gauge  roads  contemplated  to  Cincinnati 
and  St.  Louis,  and  with  New  York  and  Erie  Road, 
and  is  an  important  conrection  of  our  City. — Cleve- 
land Herald. 

Ijousviile  and  Sandasky  Railroadi 

This  Company  has  been  organized  by  the  choice 
of  the  following  officers,  viz  :  Directors,  E.  Cooke, 
J.  A.  Camp,  A.  A.  Harbisson,  Robt.  Young,  J.  P. 
Williamson,  George  Nishwitz,  and  Alfred  Denny, 
The  officers  are,  President,  E.  Cooke  ;  Secretary, 
Wm.  Elliott;  Treasurer,  Robert  Young;  Chief  En- 
gineer, T.  R.  Jones. 

The  line  of  the  i)roposcd  road  extends  from 
Sandusky,  on  Lake  Eric,  to  New  Albany,  opposite 
Louisville,  Ky.  It  connects  with  the  Mad  River 
R.  R.,  at  Huntersville,  and  will  be  extended  thence 
in  a  south  westerly  direction.via  Plqua,MiUoii,and 
Eaton,  to  the  Indiana  State  line  where  a  junction 
will  be  formed  with  the  New  Albany  and  Sandus- 
ky city  Junction  Railroad. 

Georgia. 

The  estimated  cost  of  the  Western  and  Atlantic 
road  is  placed  at  $5,059,331.  The  action  of  the 
legislature  has  been  adverse  to  the  sale  of  this 
work  to  individuals. 


Kentucky  !»tattatie« 

We  gather  the  following  items  of  taxation  in 
that  SUte,  for  1853 :  20,667,448  acres  of  land, 
valued  at  $166,857,626  ;  38,1  lU  town  lots,  valued 
at  $44,859,205 ,  199,949  slaves,  valued  at  $79,- 
462,188;  331,211  horses  aud  marcs,  valued  at 
$15,186,215 ;  57,671  mules,  vahud  at  $3,300,981 ; 
2,917  jinnic-s,  valued  at  $311,334  ;  007,876  cattl-, 
valued  at  $3,848,643  ;  4,268  stores  at  $10,978,487. 
Value  under  the  equalization  law  $44,943,519. 
ToUl  valuation  $366,752,852,  and  increase  of  88 
millions  over  the  valuation  of  1852. — The  tax  on 
this  and  on  the  pleasure  carriages,  watches,  plate, 
pianos,  &c.,  makes  a  total  revenue  of  $646,024  46. 
The  total  number  of  white  males  over  21  years 
old  is  162,477,  total  number  of  children  between 
6  and  18,  219,239. 


Tannton  and  BTcw  Bedford  Rallroadt 

The  receipts  of  the  New  Bedford  and  Taunton 
Railroad  Company  for  the  year  ending  November 
30,  1853,  have  been  as  follows  :  Amount  received 
for  transportation  of  passengers,  $74,136  31 ;  of 
merchandize,  $3^970  22;  of  mail,  $5,873 ;  of 
Taunton  Branch  Railroad  Corporation,  $8,- 
544  02;  sundry  receipts  for  expresses,  &c.,  $3,079 
61— total  $122,602  16.  The  expenditures  for  the 
same  time  have  been  as  follows  : — Repairs  of  road, 
$15,305  48  ;  do.  of  engines  and  cars,  $12;9I9  89  : 
fuel,  oil,  salaries,  «&c.,  $47,477  66— total  $75,768 
03.  Net  earnings  after  deducting  expenses,  $46,- 
839  13.  There  have  been  declared  two  dividends 
during  the  year,  amounting  to  $35,000.  Total 
surplus  not  divided  $30,916  41. 


Kuoxvllle  and  Kentucky  Railroads 

The  stockholders  of  the  Knoxvillc  and  Kentuc- 
ky Railroad  Company  met  at  Knoxville  on  the 
8th  of  Feb'y.  A  sufficient  amount  of  stock  hav- 
ing been  subscribed,  the  stockholders  elected  the 
following  persons  directors  of  the  compahy,  viz  : 
Thos.  C.  Lyon,  Wm.  G.  Swan,  P.  Dickinson,  C.  M. 
McGhee,  A.  L.  Maxwell,  0.  P.  Temple,  C.  H. 
Coffin,  John  11.  Crozier,  Wm.  H.Sneed,  and  Jos. 
L.  King.  The  board  of  directors  then  organized 
by  electing  John  H.  Crozier  president  and  0.  P. 
Temple  secretarj'  and  treasurer. 

Naagatuo  Railroads 

The  following  is  a  statement  of  the  receipts  and 
expenses  of  the  Naugatuc  Railroad  for  the  past 
year.  The  receipts  show  a  large  increase,  and  the 
net  earnings  arc  greater  than  any  previous  year, 
notwithstanding  the  heavy  lossas  by  the  recent 
floods.     The  statement  is  as  follows : 

Rcceints  for  the  year  1863 $246,687  43 

Expenses 122,059  26 


Total $124,628  18 

Less  State  taxes 3,036  49 


Net  earnings $121,591  69 

Net  earnings  1862 113,466  60 


Increase  of  net  earnings  over  1862..  .$8,125  19 

Coiiinierce  and   Tonnage  of  Boston  and 
Netv  York.  

From  recent  published  statistics  it  appears  that 
the  tonnage  of  the  port  of  Now  York  surpasses 
that  of  the  ports  of  London  and  Liverpool  com- 
bined. That  of  Boston  is  about  one-half  of  the 
tonnage  of  New  York,  and  these  two  cities  wield 
over  one-half  of  the  total  navigation  of  the  United 
States.  The  great  excess  of  the  tonnage  ©f  New 
York  over  Boston  consists  in  its  immense  fleet  of 
Euroi^ean  packets  and  of  ocean  and  inland  steam- 
ers. In  many  great  branches  of  commerce,  such 
as  the  East  India,  African,  Pacific,  South  Ameri- 
can and  Mediterranean  trade,  Boston  has  the 
largest  tonnage  employed.  The  city  of  Philadel- 
phia is  now  importing  many  dry  goods  in  her  new 
lines  of  steamships  to  England,  and  her  trade  in 
this  branch  is  rapidly  growing.  But,  with  this  ex- 
ception the  great  commercial  transactions  of  the 
country  mostly  centre  at  New  York  and  Boston, 
and  all  other  ports  are  very  limited  and  contracted 
in  the  sphere  of  their  commercial  operations.  The 
wealth  of  these  two  cities  now  amount  to  nearly 
seven  hundred  millions  of  dollars,  which  enables 
them  to  control  all  the  great  commercial  and 
monetary  interests  of  the  country,  thus  render- 
ing all  other  cities  in  some  degree  tributary  to 
th<!m.  The  tonnage  of  Boston  was  never  increas- 
ing faster  than  at  present,  probably  at  the  rate  of 
more  than  10  per  cent  a  year.  Not  a  ship-yard  in 
New  England  is  without  a  ship,  building  for  some 
Boston  house,  and  in  many  places  all  that  are 
building  are  to  come  here. 


To  ClTil  Engineers  and  Sur- 
veyors. 

'TBANSITS,  Lovcl  and  Surv('yor!i|Com|)a.>ises Manufactured  oii 
■•■   tlie  most  improved  principle  aud  of  the  Best  Quality 

by  TUOMAy  HUNT, 
Mo.  S3  f  ultMj  Street, 
lylO*  -      Ntw  Ywrk 


SHANAHAN  &  LOEBER, 
181  William-st, 

(1st  floor-Up  stairs,) 
IfEW-YORK. 

MANUFACTURERS  OF 

THEODOLITES,  TRANSITS,  LEVELS, 
Snmyors'  Compasses,  Drawing  Instruments, 

Chains,  Scales,  Levelling  Rods,  Ac      lylO 

To  Railroad  Contractors. 

Office  Pittsburgh  and  connelsville  ) 
Railroad  Company.      ) 

SEALED  proposals  will  be  received  at  the  offico 
of  this  Company,  at  Neville  Hall,  in  the  City 
of  Pittsburgh,  until  6  o'clock  p.  m.,  of  Wednesday, 
the  22d  day  of  March  next,  for  the  Graduation 
and  Masonry  of  that  part  of  the  Pittsburgh  and 
Connelsville  Railroad  extending  from  West  Newton, 
in  Westmoreland  Co.,  to  Connelsville,  in  Fayetto 
Co.,  this  State,  a  distance  of  25  miles.  This  work 
is  generally  of  a  very  light  cliaracter.  It  will  be 
divided  into  sections  of  about  1  mile  each.  Pro- 
posals will  be  received  for  one  or  more  sections. 

Proposals  will  also  be  received  until  the  same' 
time  for  the  making  of  the  Tunnel  at  the  Sand 
Patch  Summit,  on  the  Alleghany  Mountains,  about 
25  miles  from  Cumberland. — This  Tunnel  is  to  be 
forty-one  hundred  feet  in  length,  through  rock. 
The  work  is  worthy  the  attention  of  the  best  con- 
tractors. It  is  an  excellent  region  to  do  work 
cheaply. 

Maps,  Profiles  and  Specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the  6th 
day  of  March  next,  and  all  proper  information 
given  on  application  to  Oliver  W.  Barnes,  Chief 
Engineer,  or  the  Assistant  Engineers  on  the  line. 

Satisfactory  testimonials  wiU  be  expected  from 
Contractors  not  known  to  the  Company.  By  order 
of  the  Board. 

W.  LARIMER,  Jr.,  President, 
Pittsburgh  &  Connelsville  R.  R.  Co. 

THE 

New  Yorker  Handels-Zeltungr 

A  GERMAN  Commercial  Paper,  containing  Prices  Current, 
•'*■  Market  Reports,  Exchange  and  Stock  Bates,  Shipping  List 
and  Correspondences  from  all  parts  of  Uie  world,  appears  twico 
a  week  in  two  separate  editions,  viz  :  one  for  home  circulation, 
published  each  WednCKday  and  Saturday  morning  ;  the  other 
for  circulation  in  Kiiro|H>,  Bulgium,  Holland.  Denmark,  Sweden, 
&c— the  only  German  I'aper  published  in  the  United  States  ad- 
mitted to  the  German  States — appears  before  the  departure  of 
each  mail  steamer  for  Euroi>e.  Terms  :— The  paper,  per  annum, 
at  New  York,  $5.    Advertisemeuts  taken  at  liberal  terms 

Duggran^s   Work  on  Brldg^es. 

SPECIMENS    OF    THE 

STONE,  IRON  AND   WOOD  BRIDGES, 

VIADUCTS,  Tunnels.  Culverts,  etc.,  of  the 
United  States  Railroads ;  illustrated  by  a  se- 
ries of  drawings,  fVom  actual  measurement  of  the 
works;  including  plans,  sections,  elevations,  and 
details  of  each  structure,  and  an  appendix,  illus- 
trative of  the  art  of  bridge  building,  as  at  present 
practiced  in  Europe. 

Illuslralcd   With  Nuvurous  Accurately   Engraved 
Drawings. 

15  Numbers,  75  Cents,  each. 

%*A  few  sets  of  the  above  work,  may   be  had 
bv  applying  to  the  subscriber. 
' JOHN  WILEY,  167  Bioadway. 

Kallrgad   Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Reference  will  be  given  to  well  known  companies 
and  contractors. 

MORRIS  &  COHNERT, 
European,  American  EmploymenL  Office, 
It  287  Broadway,  comer  Reade-st. 
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M.  W.  BALDWIN  &  CO.,  Engineers, 

Broad  and  Uaniilton  streets,  Philadelphia, 
70ULD  call  the  attention  of  Railroad  Managers,  and  those 
'  interested  in  Railroad  Propertj',  to  their  Systkm  or  Loco- 
MOTITI  Engines  in  ichich  they  are  adapted  to  the  particular 
business  for  \ehtch  they  inay  be  required ;  by  the  use  of  one, 
two  three  or  four  pair  of  driving  wheels ;  and  the  use  of  the 
whole,  or  so  much  of  the  weight  as  may  be  desirable  for  ad- 
hesion :  and  in  accommodating  them  to  the  grades,  'curves, 
strength  of  superstruction  and  rail  and  work  to  bo  done. — By 
these  means  the  maximum  useful  effect  of  the  power  is  secured 
with  the  least  expense  for  attendance,  cost  of  fuel  and  repau^ 
to  Koad  and  Engine.  With  these  objects  in  view  and  as  the 
result  of  twenty-three  years  practicill  experience  in  the  business 
by  our  senior  Partner  we  manufacture  Fire  different  kinds  of 
Engines  and  several  classes  or  sizes  of  each  kind. 

Particular  attention  paid  to  the  strength  of  the  machine  in  the 
ptaii  and  iBorkmanship  of'aU  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  offer 
these  engines  with  the  assurance  that  in  efficiency,  economy  and 
durability  they  will  compare  favorably  with  those  of  any  other 
kind  in  use. 

We  also  furnish  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
centres  without  boring),  Composition  Castings  for  Bearings  ; 
every  description  of  Copper  Sheet  Iron  and  Boiler  work ;  and 
every  article  apix;rtaining  to  the  repair  or  renewal  of  Loco- 
motive Engines. 

M.  W.  BALDWIN.  MATTHEW  BAIRD. 


Notice  to  Contractors. 

SEALED  PROPOSALS  will  be  received  at  the 
Office  of  the  undersigned  in  Indianapolis  until 
the  16th  day  of  March  next,  for  the  Grading, 
Masonry  and  Bridging  of  that  portion  of  the  In- 
diana and  Illinois  Central  Railway,  between  the 
West  line  of  Edgar  County  and  Decatur  Illinoii! 
being  for  a  distance  of  about  53  miles. 

The  Map  and  Profiles  together  with  the  Plans 
and  Specifications,  will  be  ready  for  inspection  at 
the  Office  of  the  Company  in  Decatur  on  and  after 
the  1st  day  of  March. 

Any  further  information  may  be  obtained  at  the 
Office  of  the  undersigned  in  Indianapolis. 

M.  C.  STORY  &  CO. 

Indianapolis,  February  7th,  1854. 


C  Floyd- Jones., 

Division  Engineer  3d  and  12th  Divisions. 

lLLi:<ois  Central  Railroad. 

Vandaiia,  JIL 


Boiler  and  Tank  Rivets, 
Nuts  and  Washers ; 

All  Sizes  of 

Bolts  and  Bolt  £nds 

for  Sale  by 
BRIDGES  &  BROTHER, 

64  Courtland  st.,  N.  Y. 


To  Railroad  and  Canal  Co.^s, 
Contractors,  &c. 

THE  undersigned  would  direct  the  attention  of  Chief  En- 
gineers and  Contractors  to  the  fUcUities  they  possess  for 
supplying  them  with  laborer;*,  mechanics,  &c.  of  any  descrip- 
tion, and  also  to  inform  them  that  they  forward  such  men  to 
whatever  destination  they  may  be  requured. 

Coonpaniea  or  Contractors  desirous  o  (receiving  steady  and 
industrious  men,  will  be  pro.:iptly  supplied  at  the  shortest  pos- 
sible notice. 

J<>HN  J.  HELLING  &  CO. 
No.  5.5  Greenwich  street,  New  York. 

New  York  sindTErie  R.  R. 

PASSENGE 

leave  Pier  foot  o 

as  follow. 

BuFrALO  Express,  at  7  a 

Y.  &  B.  R.  R.,  and  the  B.  A 

of  baggage  or  cars. 

Mail,  at  8^  a.  m.  for  Du 
stations.  This  train  remains 
the  next  morning. 

Wat  Express,  at  12>i  ji. 
stations. 

AccoMMO0Ario)»,  at  3  p.  i 
stations. 

Nbwbubq  Express,  at  4 

Way  Passe.ngbr,  at  4  p.  i 
stations. 

Night  Exprkss,  at  6  p.  n 

On  Sundays  only  one  Expi 

These  Express  Trains  com. 
Baih-oad  for  Cleveland,  Cinci 


:i  TRAINS 
t'  Duane  street, 
,  viz: — 

m.  tor  Buffalo  direct,  over  the  N. 
M.  y.  City  R.  R.,  without  change 

virk  and  Buf&k),  and  intermediate 
.  iver  night  at  Elmmi,  and  proceeds 

in.  for  Dunkirk,  and  intermediate 

1.  for  Delaware  and  intermediate 

.  m.,  for  Newburg. 

1.,  for  Piermont  and  intermediate 

for  Dunkirk  and  Bufiblo. 
-;s  Train — at  5  p.m. 
ct  at  Dunkirk  with  the  Lake  Shore 
lati,  Toledo,  Detiwit,  Chicago,  etc. 
CHAS.  MINOT,  Sup-L 


Raili*(;ad  Iron. 

9000  V^^^  Rail   .ad  IDO,  weighing  about  69 

W^y^r   ^^-  P®""  y*'"'^  "  Krie"  pattern  of  G  L  and 

Orawshay    manuta-.ti.re,  now  on  the  way  from  the 

■WppinKportsin  Great  Hritain  to  this  port,  for  sale  by 

P.  CHOUTRAU,  Jr.,  SANFORJ)  &  CO., 


December  4,1862. 


No.  61  New  atreet. 


To  Contractors. 


CONSTRUCTION  OF  THE  NORTH  SHORE 
RAILWAY. 

THE  Directors  of  The  North  Shore  Railway, 
from  Quebec  to  Montreal  will  receive  tenders 
for  the  construction  of  said  Railway  or  sections 
thereof  from  this  to  the  fifteenth  day  of  March 
next. — For  information,  &c.,  apply  personally  or  in 
writing  to  the  undersigned. 

HECTOR  L.  LANGWIN, 
Secty.  &  Treasr.  N.  S.  R.  C. 
Qiiebac  Feb.  14, 1864.  Buade  St.,  Quebec. 


Okfice  Cincinnati,  Hamilton  &  Dayton  R.  R.  Co 
Cincinnati,  Feb.  14,  1854. 

THE  Directors  have  this  day  declared  n  divi- 
dend of  Five  per  Cent,  on  the  capital  stock  of 
this  Company,  payable  at  the  oflSice  of  the-  Com- 
pany in  Cincinnati  on  and  after  the  25th  inst.,  till 
which  time  the  Transfer  Books  will  be  closed  ;  and 
at  the  Ohio  Life  Insurance  and  Trust  Company's 
OflSce  in  New  York,  on  and  af.er  the  15th  Proxi- 
mo.   By  order  of  the  Board. 

FRANK.  S.  BOND, 
Sect'y. 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  oflice  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  21st,  1854.  .; 


Railroad  L«ettingr* 
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PROPOSALS  will  be  received  by  the  under- 
signed at  the  Engineer's  Office,  Dover,  Dela- 
ware, until  March  14th,  inclusive,  for  the  Gradua- 
tion, Masonry  and  Superstructure  of  the  DELA- 
WARE RAILROAD,  extending  frym  the  New 
Castle  and  French to>vn  Railroad  to  Seaford,  a 
distance  of  70  miles,  through  a  healthy  region, 
and  convenient  to  procure  hands  and  supplies. 

The  work  will  be  divided  into  sections  of  about 
4  miles  each. 

Maps,  profiles,  and  specifications  will  be  ready 
for  the  examination  of  contractors,  after  the  1st 
of  March. 

Bidders  personally  unknown  to  the  undersigned, 
will  be  expected  to  produce  satisfactory  evidence 
of  their  responsibility. 

D.  H.  KENNEDY, 

feb.l8-tml4  Resident  Engineer. 


LAWRENCE  SCIENTIFIC  SCHOOL, 
Harvard  University. 

THE  next  Term  of  this  Institution  will  open  on 
the  second  day  of  March,  1854,  and  continue 
twenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Prac- 
tical Exercises,  according  to  the  nature  of  the 
Study,  will  be  given  in : 

Astronomy by  Messrs.  Bond. 

Botany „  Prof.      Gray. 

Chemistry,    analytical    and 

practical „      „        Horsford. 

Comparative   Anatomy    and 

Physiology „      „        Wyman. 

Engineering „      „        Eustis. 

Mathematics „       „        Pierce. 

Mineralogy „      „        Cooke. 

Physics „       „        Lovering. 

Zoology  and  Geology „      „        Agassiz. 

For  further  information  concerning  the  School 
application  may  be  made  to  Prof.  E.  N  Horsford, 
Dean  of  the  Faculty. 

Cambridge,  Mass.,  January  1864. 


Notice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  RAILWAY 
New  Brunswick. 

PROPOSALS  will  be  received  by  the  under- 
signed  at  his  oflSce,  Princess  street,  St.*  John, 
N.  B.,  up  to  the  5th  day  of  April  1854,  for  the  en- 
tire construction  of  that  portion  of  the  Eastern 
Division  of  the  above  Railway  extending  from  the 
crossing  of  the  Road  from  Schediac  to  Dorchester 
to  the  Bend  of  the  Petitcodiac  River  being  a  dis- 
tance of  about  twelve  miles,  comprising  the 
Grubbing,  Grading,  Masonry,  Bridging,  and  the 
Ballasting  and  Laying  of  the  permanent  Road. 

The  work  will  be  divided  into  two  sectiona 
which  being  adjacent  to  others  to  be  proceeded 
with  on  their  completion,  is  well  worthy  the  atten- 
tion of  Contractors. 

Proposals  may  be  made  for  one  or  both  sections 
and  with  or  without  the  permanent  Road  and  Bal- 
lasting. 

Plans  and  Specifications  will  be  reatly  for  the 
inspection  of  bidders  on  and  after  the  6th  day  o  f 
March  at  the  above  office  where  all  other  necessa- 
ry information  may  be  obtained. 

W.  E.  ROSE. 

St.  John,  N.  B.,  27th  Fcby  1854. 

Important  to  Railway  Co^s. 

*  GREAT  improvement  Ims  recently  lieen  {lerCactod  in  the 
^  manufacture  of  Dumping  Gravel  Cars  by  which  tiie  co»t  Is 
materially  leissencd  and  tlie  strength  and  durability  much  in* 
creased. 

We  have  secured  the  rijfht  to  munufactiire  tlicso  im|>rovod 
Cars  and  can  supply  tliera  at  |>rices  ten  per  cviit.  lower  than  Uic 
ordinary  kind. 

Orders  directed  to  the  Hamilton  Car  Co.,  Hamilton,  Ohio  , 
will  receive  prompt  attentioa 


Knox  Sl  Shaln, 

MANtTFACTCBKBS   OF 

LEVELS,  TRANSITS  AND  SURVEYING 

COMPASSES. 

No  72  Dock  8t.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 
First  Premium  awarded  by  the  Prmnklin  Institute. 

Railroad   Iron  Via  Q^uebec. 
JOHN  ANDERSON  Sl  CO. 

COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS   , 

Q^uebee  and  Montreal. 

PARTICULAR  attention  }.nvcn  to  tlic  Transhipment  uT  Iron  , 
*    &c.,  in  Transitu  for  the  Western  Lake  Ports,  and  to  the  Sliip  ■ 
nieot  i>f  Rails  In  Gn^at^ritaiii. 
Quebec,  Dec.  2, 1853. 

To  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI, 

THIRD   AND   POCRTH   DIVISIONS. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  this  road,  (extending  from  the  Mis- 
souri river  at  Jefferson  City,  passing  near  George- 
town and  Warrensburgh,  to  the  Missouri  river  near 
Independence,  about  160  miles,)  so  soon  after  the 
first  of  May  next,  as  satisfactory  proposab  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  ofTer- 
ered,  or  such  parts  as  particular  contractors  may 
select  in  fonn  and  quantity  to  suit  the  interests  of 
the  company.  Proposals  are  asked  for  by  the  cu- 
bic yard,  with  cash  payments ;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  and  one  third  in 
county  and  railroad  mortgage  boiidjs  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  Pacific  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  in  opera- 
tion; the  second  division  to  Jeflfferson  City  under 
present  couom  of  construction. 

The  third  and  fourth  divisions  now  offered  pass 
over  a  high,  rolling  mixed  i;rairie  and  timbered 
country,  and  for  healthfuloess  and  supply  of  pro- 
visions will  compare  favorahlv  with  any  part  of 
the  west.  THUS   ALLEN,  Pres. 

Thos.  S.  O'Scllivan,  Chief  Eug. 

Pacific  R.R.  Office,  St.  Louis,  Feb.  1854. 
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Railroad  Iron. 

"i  (^  P^Ci  Tons  Erie  Pattern  Guest  and  Go's  make,  weighing 
X/^tjyj  blH  lbs.  per  yard,  to  be  shipped  from  Wales  i^  Ju- 
y  atid  August,  tor  this  port— for  sale  by 

BOOKMAN.  JOHNSTON  &  CO., 
June  9, 1863.  00  Broadway,  New  York. 


Ratlroad  Iron. 

'l^HE  "  Montour  Iron  Company"  is  prepared  to  cx- 

JL    ecute  orders  for  Ralls  of  the  usual  patterns  and 

weights,  and  of  any  required  length  not  exceeding  30 

eet  per  rail.    Apply  to 

THOS.  CHAMBERS,  President, 


September,  18K0. 


Railroad  Iron 

THE  Undersigned,  Agents  for  the  Manufacturer!, 
are  orepared  to  contract  to  deliver  free  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 

.uch  weight  or  P^"-"  "^g-'pyg^^k^J^'L'k  CO.^ 
>  ■..                                       '      9  South  William  St. 
Mew  York.  JnnwJ^JSBl. . 

Railroad  Car  Works. 

THB  Undersigned  are  prepared  lo^manufacture  tor  Railroad 
Companies,  Passenger,  BagRage,  Cattle,  Freight,  Gravel  and 
Ha.Kl  Cars,  also  Baggage  Barrow^s  ''^Jj^'^^^^^,,  CO. 
Ma^viae,  Ky.,  Sept.  20, 1858. 

Stnart,  Scrrell  &  Co., 

■    ^      ..  CIVIL   ENGINEERS, 

Rooms  22,  24,  26  A:  27, 

157  Broadway,  New  York. 

■    CaiRLia  B.  Stitabt,             Edward  W.  Skrrill, 
Damibl  Marsh,  Samitrl  McBLROin 


Railroad  Iron. 

*^f\r\C\  TONS  superior   qimlity,  deUvery  from   April  for 
OUUU  ward,  with  5  to  600  tons  per  month,  for  sale  by 
^  NAYLOR  &  CO., 

12(/  W  4c  101  John  street 


Railroad  Iron. 

*'  C\t\C\  TONS  T  RAILS,  about  one-half  weighing  69  lbs. 
OjUUU  per  yard  and  the  remainder  6C  lbs.  per  yard  now  ui 
bond  and  for  «ile  by  JOHN  H.  HICKS, 

^Ftb'y.  90  Beaver  atreoL 

^ou  til -Western   Car  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at  short  notice,  for  all  kirds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
requiring  work  delivered  in  the  South  and  West. 

W.  CLOUGH. 
Refer  to 
Jno.  Brouoh,  Esq.  Winslow,  La.sier  &  Co. 

feb.18.  Im. 

To  Railroad  Engineers   and 
Contractors. 

WANTED,  a  corps  of  etiicient  Engineers  and 
Contractors,  for  the  construction  of  a  Rail- 
road in  one  of  the  Southern  States.     Apply  to 

DUFF  GREEN. 
New  York,  Feb.  14th,  1854. 


Ontario,  Simcoe  &  Hnron  R.R. 

CANADA. 
n^niS  road  opened  in  May  last  to  Lake  Simcoe  i8  expected  to 
■I-  be  completed  to  the  Georgian  Bay,  Lake  Huron  a 
distance  of  96  mile*  in  June  next  where  it  will  form  the  Bbortest 
and  most  agreeable  route  to  the  North  Western  State*  to  Lake 
Mil  llinil  and  to  the  Mineral  Region*  of  Lake  Superior. 

At  present  the  Passeoger  Trains  leave  Toronto  for  Barrie  (M 
milert)  daily  at  8  a.ni  and  3.  30  p  m„  returning  tlie  hanie  day— 
On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  eoniiezioo  with  the  Trauu  and  will  convey  passengers 
through  that  Lake  and  Lake  Conchiching  to  Onlla  whence  a 
short  portage  of  eighteen  miles  will  take  them  to  (he  waters  of 
Like  Huron  to  the  Steanicr  (Kaloobh)  which  ruiis  to  the  Sault 
St.  Murie  and  iitterniediHte  ports  tbmiiiig  Uie  most  expeditiuu:; 
arHl  a^freeable  route  to  the  Mineral  Regions  of  Lukes  Huron 
and  Superior. 

Arnuigeaients  will  be  made  on  the  completion  of  the  road  to 
tfie  (Jeorgian  Bay  for  a  Hhc  of  flr*t  class  Steamers  to  extend  their 
tiius  to  the  ports  on  Lake  Michigso. 

AWTBJBD  BBUNBL. 
,    .:  gujJOrioteqdfBt. 


To'  LiOcomotlTe  Engine  Bull 
ders  and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite ilio  City  of  New  Orleans,  and  within  300  feet 
of  tho  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
DOW  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinerj',  say,  i)laning  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  bo  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills,, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from   responsible   parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 
Letters  may  be  addressed  to 

R.  B.  SUMNER, 
.       .       No.  61  Camp  Street, 
■  ■  '  New  Orleans ; 

and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
York. 


Railroad  Spikes,  Boiler  Riv- 
ets, etc. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr..  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrournt  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPORTERS  ^i  English  refined  and  Mer- 
chant bar  Iron;  Extra  refined  Car  and  Locomotive 
Axles  (from  3|  to  6^  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise.— 
Spring,  Shear,  and  Cast  Steel,  etc.,  etc.,  etc. 

T.  A  E.  GEORGE. 
Philadelphia,  November  14,  1850. 


llaiiroad  Iron. 

THE  UNDERSIGNED,  HAVING  made  arrane«^ 
ments  abroad,  are  prepared  to  contract  for  the  de- 
livery of  Foreign  rails,  of  apprsved  brands  upon  the 
most  favorable  terms. 

Tiiey  will  aisc  make  csntracta  for  American  rails, 
OBide  at  ttieir  Trenton  works,  from  Andover  Iron,  in 
whole  or  in  part,  aa  may  be  agreed  upon. 

They  are  prepared  to  furnish  Telegraph,  dpria^  and 
Muiket  Wirct  Brarlcrs  and  Wire  Roiu ;  Rivets  and 
M-jrchani  Bars  to  order,  all  made  exclusively  from  An- 
i  »ver  Iron.  The  attention  of  parlies  who  require  iron 
of  the  very  beat  quality  for  special  purposes,  is  respect- 
'ull)  iuvitod.  COOPER  A  HEWITT, 

,.  ^o^     '7  ^mr>t  Slip,  Now  York. 


Notice  to  Contractors. 


Chief  Engineer's  Office,  ) 
Norfolk,  Va.,  Jan.  8,  1864.      J 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  Office,  from  the  1st  until 
the  20th  day  of  March  next,  at  sundown,  for  the 
"  clearing"  and  "  Graduation"  on  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  its 
terminus  at  Petersburg — covering  a  distance  of 
about  eighteen  miles ;  also,  for  the  "  Culvert"  and 
"  Bridge"  Moionry  of  the  last  section  of  said 
work. 

At  the  same  time,  seaJcd  proposals  are  invited 
for  the  "  Abutment"  Masonry  of  "  Bridges"  over 
the  Eastern  and  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sections  of  about 
three  miles,  and  bids  may  be  made  for  one  or  mora 
of  said  aections. 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  tho  1st 
of  March. 

Specifications  with  forms  of  contract  and  pro- 
posal may  be  bad  of  the  undersigned  after 
date. 

Payments  will  be  made  in  current  funds  during 
the  progress  of  the  work,  in  proportion  o{ four-fifths 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  under- 
signed, evidence  of  their  responsibility  will  be  ne- 
cessary ;  and  of  those  to  whom  work  shall  be  al- 
lotted, will  be  required  bond  and  approved  securi- 
ty in  an  amount  not  exceeding  one-fifth  of  tho 
amount  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  the  same. 

The  company  reserves  the  right  to  accept  such 
proposals  aa  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  work 
at  all  seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  ol  the  most 
responsible  contractors. 

W.  MAHONE, 
Chief  Engineer. 

January  19.         ■   'J^' 

Norfolk,  Feb'y  10th,  1854. 

Sealed  proposals  will  be  received  between  the 
dates  mentioned  in  the  above  notice,  for  the  con- 
struction of  two  Iron  Bridges  M-ith  stone  abut- 
ments and  piers,  one  over  the  Eastern  Branch  of 
the  Elizabeth  River,  630  feet  long,  and  contain- 
ing about  3,300  cubic  yards  of  masonry,  and  the 
other  over  the  Southern  Branch  of  the  same 
stream,  about  400  feet  long,  and  containing  some 
1,700  cubic  yards  of  masonry.  Plans  of  bridges, 
with  quantities  of  material  and  working  drawings, 
will  be  ready  for  inspection  after  tho  1st  March. 

From  this  date  proposals  will  be  entertained  for 
the  Clearing  and  graduation  of  several  sections 
not  included  in  the  18  miles  mentioned  in  the 
above  notice,  and  also  for  the  bridges  and  culvert 
masonry  upon  said  sections,— of  the  former  about 
3,660  cubic  yards,  and  the  latter  670. 

W.  MAHONE, 
Chief  Engineer  N.  4-  V.  R.  R. 


Spikes,    Spikes,    Spikes. 

ANY  person  wishmg  a  simple  and  efTective  Spike 
Machine, or  a  number  of  them,  may  be  supplied 
by  addrtwainji  J.  W.  FLACK,  Troy,  N.  Y. 

or,  MOORE  HARD  AWAY,  Richmond,  Va. 

Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  con- 
tracts for  Railroad  Iron,  of  Meesrs.  Quest  &.  Co.,  or  other 
leading  nianufketurera'  make,  delivered  free  ou  board  veMete  in 
Kn^huid  or  in  this  conntry. 

_       .  I008MAN,  JOHNSTON  *  CO , 

Sep«>  7'  W  Broadway,  Now  YoA. 
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OraAU  ofliaad*  to  Railroads  bjr  th«  Gene- 
ral OoTerantent. 

It  is  well  known  that  there  are  a  very  great 
number  of  petitions  before  Congress,  for  grants  of 
lands  to  aid  the  construction  of  railroads.  As  the 
passage  oi  these  bills  must  necessarily  introduce 
a  new  and  powerful  element  into  the  railway 
economy  of  the  country,  it  is  certainly  proper  to 
enquire,  what  will  be  their  probable  influence  upon 
the  railway  interests,  upon  the  flnancialioondition, 
upon  the  political  movements,  and  we  may  say, 
upon  the  morals,  of  the  country. 

In  the  first  place,  it  may  be  asked,  whether  the 
public  cMivenience  calls  for  the  construction  of 
any  railroads  that  would  not  be  built  without  aid 
from  Government  ?  We  think  it  does  not.  The 
Tery  fact  that  such  aid  is  necessary  to  any  road, 
proves  such  project  to  be  premature.  Railroads 
are  purely  commercial  enterprizes,  and  should  be 
subjected  to  precisely  the  same  laws  that  govern 
aU  simUar  enterprises.  Tb«y  are  cerUin  to  be 
buUt  wherarer  wwted,  or  whewwr  tbere  is  »  ba- 


siness  adequate  to  their  support.  They  should  be 
built  under  no  other  circumstances,  no  more  than 
should  a  ship,  a  cotton  factory,  or  an  iron  mill, 
for  which  there  will  be  n«  employment.  Railroads 
are  subject  to  the  same  "  law  of  demand  and  sup- 
ply," as  are  all  other  industrial  interests.  The 
prospect  of  a  remunerating  business  is  the  test 
which  should  always  determine  their  construction. 
That  such  a  case  cannot  be  made  out,  should  al- 
ways be  taken  as  sufficient  evidence  against  the 
project.  Wherever  railroads  do  not  pay  upon  their 
construction,  the  fact  shows  that  the  business  is 
over  done. 

There  is  still  further  necessity  of  subjecting 
railroad  enterprizes  to  the  ordinary  principles  that 
govern  all  commercial  transactions,  for  the  reason, 
that,  from  the  social  advantages  they  confer,  and 
fVom  their  influence  in  increasing  the  value  of  all 
kinds  of  property,  the  public  is  in  much  greater 
danger  in  running  to  excess  in  their  construction, 
than  in  the  prosecution  of  any  other  industrial 
pursuit.  The  results  they  have  achieved 
have  been  most  marvellous ;  and  it  is  natural  that 
those  of  the  most  stucessful  roads  should  always 
be  predicated  of  every  project  brought  forward, 
no  ra.itter  whnt  may  be  its  real  merits.  As  the 
experience  of  the  operation  of  the  road  can  only 
disprove  the  claims  put  forth  in  its  favor,  it  often ; 
happens  that  their  soundness  comes  to  be  fully 
admitted  by  the  public,  and  becomes  the  basis 
of  its  action,  when  in  fact,  they  may  be  entirely ! 
unfounded. 

Take,  for  instance,  the  Vermont  Central  Rail- 
road. When  this  project  was  first  brought  for- 
ward, the  results  achieved  by  the  most  successful 
road  in  New  England  were  claimed  for  it.  These 
claims  were  received  with  full  credit  by  the  most 
sagacious  and  successfVil  merchants  of  Boston. 
So  confident  were  they  of  the  success  of  this 
road,  that  its  stock  was  taken  in  laige  quauiities 
by  them,  and  "  salted  down,"  as  the  phrase  is.  as 
something  to  lean  upon  when  everything  else 
should  fail.  All  now  see  how  groundless  and  ab- 
surd were  such  high  wrought  expectations,  and 
what  a  stupendous  catastrophe  the  road  has 
proved  itself  to  be.  There  are  still  a  plenty  of 
"  Vermont  Centrals"  in  embryo,  in  all  parts  of 
the  country,  about  which  just  as  flattering  hopes 
tare  raised,  with  m  little  reMon,  to  be  followed  by 


like  results,  if  allowed  to  be  bnilt.  People  can  be 
made  to  see  only  the  bright  side  of  the  picture, 
till  the  other  forces  itself  upon  their  viaioD. 
Hence  the  danger  of  overdoing  in  the  construction 
of  railroads.  It  i.s  almost  inevitable  that  they 
should  be  carried  to  excess.  They  have  been  in 
Old  England,  in  Xev  England,  and  are  beginning 
to  be  in  in  other  portions  of  the  country,  which 
can  be  taught  wisdom,  only  by  tasting  the  fruits 
of  their  own  folly. 

Our  people  need  no  incitements  in  the  8hii|>e  of 
adventitious  aid,  to  the  construction  of  railroads. 
If  government  interfere,  it  should  be  to  restrain, 
instead  of  exciting  the  public  sentiment  in  their 
favor.  No  stimulants  are  wanted,  nor  means, 
that  a  particular  community  interested  in  a  wurk 
that  is  really  needed,  cannot  stipply.  Take  the 
State  of  Indiana  for  example,  now  the  third  State 
in  the  Union  in  the  extent  of  her  railroads.  One 
would  naturally  suppose  that  tkii&iaJt/s  bad  no  ac- 
cumulated capit.ll  to  put  into  railroads,  and  in 
fact  she  has  none;  yet  she  contrives  to  build 
all  the  railroads  she  nccd.s,  and  threatens  to, 
and  probably  will,  build  some  that  she  does  not. 
Railroads  seem  to  spring  up  and  come  to  matiu-i- 
ty  in  this  State  as  easily  and  as  naturally,  as  do 
com  and  wheat.  Yet  there  are  extensive  portions 
of  this  State  that  have  not  a  half  a  doeen  of 
inhabitants  to  the  square  mile.  But  these  secluded 
districts,  are  not  without  their  lines  of  road. 

We  cite  the  case  of  Indiana  for  the  purpose  of 
•bowing  that  the  progress  of  railroads,  unaided 
even  by  city,  or  county,  mnch  lest  by  the 
State,  or  general  goveinment,  fully  keep  pace 
with  the  ability  of  the  people  to  supply  them  with 
a  remunerating  traffic.  The  States  of  Illinois  and 
Wisconsin,  more  recently  settled,  are  cases  equal- 
ly in  point.  In  a  year  or  two  more,  Illinois  will 
be  the  third  State  in  the  extent  of  her  railroads 
and  will  have  all  the  roads  required  for  the  ac- 
commodation of  her  people.  All  her  roads  with  one 
exception  have  l>eeR  constructed  without  any  ad- 
ventitious aid.  In  Wisconsin,  the  Milwaukee  .Rail- 
road is  traversing  what  8  years  since  was  a'  wlld-^ 
emess.  In  every  portion  of  this  State,  railroad* 
are  making  most  active  progress,  and  which  in  a 
few  years  will  supply  all  the  needed  accommoda- 
tions to  its  inhabitants ;  roads  built  eutiraly  by 
the  people  of  the  State,  without  any  other  M 
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than  that  commanded  by  the  <:rcrfi7i  they  offer  based 
on  their  own  means.  The  same  may  be  affirmed  of 
Iowa,  and  in  fact  of  every  new  State ;  so  that  were 
we  asked  which  of  all  the  industrial,  or  commer 
cial  interests  of  the  West,  were  making  the 
greatest,  and  perhaps  we  may  say  a  disproportion- 
ate, progress,  we  should  unhesitatingly  say, 
Railroads. 

Having  shown,  as  all  must  admit,  that  railroads 
in  the  new  States  progress  much  faster  than  other 
interests,  and  as  as  fast,  if  not  faster,  than  the 
ability  of  the  people  to  supply  them  with  a  remu 
nerating  traffic,  the  question  then  became  a  per- 
tinent one,  why  should  government  interpose  to 
accelerate  this  tendency,  which,  left  to  itself,  will 
acquire,  probably,  too  great  a  momentum.  She 
most  manifestly  should  not.  She  cannot  do  so, 
without  precipitating  and  rendering  inevitable,  a 
crisis,  which,  with  all  the  checks,  that  reason  and 
argument  can  offer,  threatens. 

This  tendency  to  excess,  is  the  fact  above  all 
others,  which  the  history  of  railroads  throughout 
the  world,  has  demonstrated.  In  no  part  of  the 
world  are  the  causes  that  have  produced  this  ten- 
dency 80  strongly  felt  as  in  the  United  States ; 
and  in  no  part  of  the  United  States,  as  in  the 
newly  settled  portions  of  it.  For  government  to 
come  in  under  such  circumstances  and  assist  this 
tendency  by  grants  of  land  can  only  be  followed 
by  the  most  disastrous  resnlt.s. 

Railroads  in  the  newly  settled  States  are  not 
only  constructed  as  fast  as  needed,  but  it  is  by 
far  better  that  they  should  be  built  imlhout,  than 
with,  foreign  aid.  Money  obtained  without  an 
equivalent,  always  goes  without  accomplishing 
any  useful  results.  We  have  a  gootl  illustration 
of  this  fact  in  the  result  that  followed  the  first 
attempt  of  Illinois  to  construct  a  system  of  in- 
ternal improvements.  Will  any  one  tell  us  where 
has  gone  the  17,000,000  for  which  the  State  debt 
was  created  "?  The  money  was  hud  for  the  asking, 
and  was  spent  as  if  its  value  were  measured  by 
the  labor  of  getting.  The  history  of  Illinois  is 
not  a  solitary  one  of  the  kind.  The  cause  of  the 
failure  of  the  early  attempts  to  construct  rail- 
roads and  canals  in  the  new  States,  is  to  be  found 
in  the  fact,  that  the  manner  of  getting  money  con- 
trolled the  spending  of  it.  All  the  money  expended 
upon  such  works  was  borroweJ.  The  use  of  this 
money  was  coupled  with  no  proper  appreciation  of 
its  value.  It  was  expended  upon  schemes  in  which 
no  sensible  man  would  risk  a  dollai-  of  his  own 
money,  under  the  management  of  parties  that  would 
not  be  entrusted  by  individuals,  or  private  compa- 
nies, with  the  least  responsibility,  nor  the  custody 
of  a  penny.  The  millions  which  mamy  of  the 
Western  States  borrowed  have  produced  no  other 
results  than  immense  and  burdensome  debts. 
The  sums  might  have  been  quadrupled  with  pre- 
cisely the  same  result.  But  what  was  the  result 
when  the  States  themselves,  ignoring  all  connection 
with  these  works,  left  their  execution  entirely  to 
the  unaided  exertions  of  individuals.  Order  then 
took  the  place  of  chaos ;  responsibility  of  profli- 
gacy ;  common  sense  of  visionary  plans  of  politi- 
cians. Routes,  the  advantages  of  which  were 
entirely  assumed,  gave  place  to  such  as  commerce 
had  pointed  out  to  be  the  proper  ones.  'I  he  par- 
ties engaged  in  building  railroads  under  the  new 
regJTne,  put  their  own  money  into  them,  knowing 
hat  .it  would  be  lost  if  not  well  laid  out,  and 


looked  after.  The  most  complete  success  has 
been  achieved,  experience  has  shown  that  indivi- 
duals can  ctsily  accomplish  what  the  collective 
ability  and  credit  of  the  State  was  unable  to  effect. 
The  railroads  of  the  West  have  been  built  with 
economy.  They  are  worth  their  par  value  in  the 
market.  Their  cost  has  not  been  felt  to  be  a  bur- 
den, nor  has  it  crippled  the  means  of  tho.se  en- 
gaged in  their  construction.  Why  not  leave  them 
then,  to  progress  as  they  have  done  in  a  natural, 
safe,  economical  manner,  reflecting  the  wants  of 
the  community,  instead  of  throwing  in  a  new  ele- 
ment which  cannot  fail  to  disturb,  and  if  not  to 
overthrow  a  policy  which  has  been  productive  of 
such  beneficient  results. 

Land  grants  to  railroads  may  be  divided  into 
two  classes.  Grants  to  roads  that  would  be  built 
without  such  aid,  and  grants  to  lines  that  would 
not.  Of  the  former  class,  we  take  the  Mobile 
and  Ohio  Railroad  as  an  example ;  of  the  latter, 
the  Ulinois  Central.  Grants  to  companies  of  the 
first  class,  are  nothing  more  nor  less  than  au  unjust 
partiality.  There  is  no  more  reason  why  the 
Mobile  and  Ohio  should  be  singled  out  as  the  spe- 
cial favorite  of  Congress  than  any  other  of  the 
numerous  roads  of  the  States  which  this  traverses. 
If  made  to  lines  that  would  not  otherwise  be 
built,  it  is  simply  a  waste  of  means,  and  is  over- 
doing a  business  already  carried  to  excess.  It 
would  be  like  a  grant  of  lands  to  a  cotton  mill,  which 
private  enterprize  would  not  construct,  and  could 
not  sustain.  The  investment  would  not  only  prove 
a  total  loss,  but  the  tendency  of  its  construction 
would  be  to  injure  legitimate  interests.  In 
every  point  of  view  would  such  interference  be 
prejudicial  to  the  public  trade  by  comi>eting  for 
its  business. 

Precisely  of  the  character  described,  is  the 
Government  grant  of  lands  to  the  Illinois  Central 
Railroad.  Here  is  a  vast  work  in  which  private 
enterprize  would  never  liave  invested  a  penny, 
undertaken  and  carried  out  upon  the  strength 
of  grants  of  land,  which  when  completed  will  be 
without  use  or  function.  To  get  tho  lands, 
the  business  of  the  road  had  to  be  sacri- 
flzed.  The  obvious,  natural,  and  ascortained 
routes  of  commerce  and  travel  were  forsaken. 
The  road  by  universal  consent,  is  a  super- 
fluous addition  to  the  railroad  system  of  the 
country.  Yet  for  this  work,  some  S:JO,000,000 
has  been  drawn  from  the  capital  of  the  countr)-, 
seeking  investment  in  railroads,  to  be  unproduc- 
tively  invested,  which  would  have  constructed  an 
equal  extent  of  road  really  called  for,  or  would 
have  enabled  meritorious  projects  struggling  for 
existence,  to  have  supplied  their  necessities,  at 
reasonable  rates.  The  construction  of  this  road 
is  equivalent  to  locking  up  an  amount  of  money 
nearly  equal  to  its  cost.  And  who  is  to  profit  by 
the  transaction  1  Not  the  public,  but  a  few  capita^ 
lists  whose  wealth  enabled  them  to  monopolize  the 
grant,  and  who  figure  out  for  themselves  some 
$25,000,000  of  profits. 

It  is  inevitable  that  all  grants  made  to  illegiti- 
mate projects  should  take  such  direction.  The 
grant  made  to  the  Mobile  and  Ohio  Railroad  in- 
ures to  the  benefit  of  a  very  numerous  body  of 
stockholders,  who  were  stockholders  before  the 
grant  was  made,  and  who  would  have  been  stock- 
holders provided  it  never  had  been  made.  They 
would  probably  have  built  their  road   as  soon 


without,  as  u~ilh,.  the  grant  in  tlieir  favor.  On  the 
other  hand,  there  never  would  have  been  any  stock- 
holders in  the  Illinois  Contra],  but  for  the  grant. 
There  is  no  one  interested  therefore  to  save  such 
projects  from  the  jaws  of  specidatum.  In  fact,  a 
considerable  number  of  the  bills  before  Congress 
are  nothing  but  speculalions.  The  Illinois  Central 
Company  could  not  figure  oat  a  net  profit  of 
$25,000,000  without  lighting  a  torch  that  has  set 
the  whole  country  in  flames.  Why  should  not 
other  parties,  equally  deserving,  perhaps,  have  a 
chance  to  make  another  Illinois  Central.  There 
are  now  a  number  of  petitions  urged  upon  Con- 
gre.s3  that  have  no  other  object  than  to  make 
money  by  a  similar  operation.  There  are  nume- 
rous others  against  which  this  charge  cannot  and 
should  not  be  made ;  petitions  offered  by  parties 
who  have  no  selfish  or  personal  ends  to  accom- 
plish ;  and  who  apparently  make  out  a  good  case 
for  aid,  as  far  as  such  case  can  be  made  out  in 
favor  of  a  project  that  private  enterprize  would 
not  embark  in.  Were  it  possible  to  restrict  the 
proposed  gi-ants  to  such  projects,  the  force  of  the 
objections  against  them  would  be  very  much  re- 
duced, we  admit.  But  it  is  not  possible.  Where 
there  is  a  prospect  that  SIO,  or  20,000,000  of  pro- 
fits  can  be  made  out  of  such  grants,  there  will  not 
be  wanting  a  plenty  of  parties  who  will  resort  to 
every  kind  of  corruption  to  carry  them  through. 
Ought  Congress  to  hold  out  an  encouragement  to 
fraud  and  venality,  when  the  very  effect  of  such 
grants,  as  we  have  already  shown,  cannot  fail  to 
be  injurious  not  only  to  the  interests  of  railroads, 
but  to  the  general  welfare  of  the  country. 

We  believe  we  have  made  out  a  sufficient  case 
against  the  grants  of  lands  to  aid  in  the  construc- 
tion of  railroads  from  the  general  inexpediency  of 
the  thing.  It  wouU  not  be  difficult  to  urge  others 
of  a  more  particular  character,  but  of  equal,  if 
not  greater  force.  By  a  system  of  grants  of  lands, 
the  burden  of  building  railroads  is  imposed  upon 
those  least  able  to  bear  it ;  the  poor  and  needy 
settler  and  pioneer.  For  the  ostensible  purjwse  of 
making  government  whole,  all  the  bills  m.iking 
such  grants,  provide  for  a  largely  increased  price 
for  the  lands  retained  by  it  in  vicinity  of  tlie  road. 
The  land  conveyed  to  the  railroads  is  immediately 
advanced  from  tho  orduiary  price  of  $1.25  to  $10, 
S20,  $30  per  acre.  And  who  pays  this  great  ad- 
vance 1  The  western  farmer  or  emigrant,  who  can 
ill  afford  to  pay  even  the  Government  price  of  il, 
26  per  acre.  Out  of  such  persons  is  to  be  even- 
tually wrung  the  cost  of  the  road.  What  they 
pay  is  the  measure  of  the  profit  of  the  lucky  re- 
cipient of  Government  bounty.  The  Illinois 
Central  Company  claim  that  their  road  will  be 
good  property.  If  so,  its  stockholders  will  make 
some  $26,000,000,  besides  having  a  profitable 
road.  Would  it  not  be  better  for  the  public  that 
this  bonus  should  be  shared  by  25,008  people, 
than  by  25 1  Should  it  turn  out  that  the  road  was 
wanted,  capital  would  have  built  it,  and  would 
have  remained  contented  with  the  legitimate  pro- 
fits of  the  enterprize.  If  not  wanted  It  should 
not  be  built.  The  eflect  of  government  aid,  there- 
fore, must  be  to  encourage  illegitimate  projects 
to  the  injury  of  good  ones,  or  to  impose  an 
enormous  tax  up«n  the  laboring  man  in  favor  of 
capital.  It  entirely  conflicts  with  the  spirit  of  the 
Homestead  Bill  which  has  just  passed  the  House 
of  Representatives,  and  which  makes  the  public 
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domain  a  gratuity  to  the  actual  Bettler,  instead  of 
compelling  him  to  pay  for  it,  at  the  rate  of  $\0 
and  S20  per  acre. 

Another  objection  to  grants  to  the  extent  of 
millions  of  acres  to  private  companies,,  is  the  fact 
that  they  tend  to  withhold  from  sale,   and  con- 
sequent improvement,  for  an  indefinite  period  of 
time,  vast  bodies  of  lands,  and  in  this  way  create 
an  injurious  and  oppressive  monopoly,  and  check 
the  progress  of  the  country.     The  value  of  our 
public  domain  is  not  to  be  measured  by  the  price 
at  which  it  is  sold,  but  by  what  it  can  be  made  to 
yield.     Twenty  years  ago,  the  soil  of  the  State  of 
Wisconsin  had  no  more  commercial  value,  than 
ISO  much  desert.    It  now  sustains  a  population  of 
Wer  450,000,  whose  wants  give  activity  to  the 
_jmanufacturing  interests  of  the  country,  and  whose 
products  form  no  inconsiderable  portion  of  the 
basis  of    our  foreign   and   domestic   commerce. 
If  the  value  of  the  soil  be  estimated  at  010,000,- 
000,  the  incidental  profit  arising  from  its  improve- 
ment, to  the  whole  country  is  certainly  tenfold 
greater.  The  settlement  of  the  public  lands  there- 
fore   should    be   encouraged    in    every  possible 
manner.    To  throw  millions  of  acres    into  the 
hands  of  a  few  individuals,  who  have  no  other 
interest  in  the  soil,  but  to  get  the  largest  price  for 
it,  is  a  direct  blow  inflicted  upon  the  vital  inter- 
ests of  the  country.    As  an  economic  me:jsure  it 
should  not  be  tolerated  for  an  instant.    As  a  poli- 
tical ote  it  is  equally  to  be  reprobated.  The  safety 
of  our  institutions  consists  in  the  subdivision,  in- 
stead of  the  conceniraiion,  of  power.    As  far  as 
government  interferes  in  the  internal  economy  of 
the  country,  its  influence  should  always  be  ex- 
erted in  harmony  with  the  true  interests  of  the 
people. 

Such  are  the  views,  to  which,  from  a  careful 
consideration  of  the  whole  matter,  we  have  come 
upon  the  subject  of  grants  of  lands  to  aid  in  the 
construction  of  railroads.  We  are  aware  that  they 
cannot  be  acceptable  to  numerous  parties  relying 
upon  such  aid  in  carrying  out  what  they  believe 
will  prove  useful  and  valuable  works.  There  are 
many  projects  which  we  should  like  to  see  assist- 
ed ;  but  we  must  deal  with  the  principle  involved, 
and  not  the  facts  of  isolated  cases.  Wc  are  satis- 
fled  that  our  views  are  in  harmony  with  the  ge- 
neral welfare  of  the  country,  and  particularly 
of  railroad  companies.  This  interest  can  be  main- 
tained in  its  present  healthy  condition  only  by 
withdrawing  all  extraordinary  and  accidental 
stmiulants  to  their  construction.  We  are  proceed- 
ing safely  only  when  we  are  providing  for  the  ac- 
commodation of  a  business  actually  existing ;  and 
never  when  we  are  providing  for  contingencies  that 
may  never  arise.  Let  the  want  of  a  railroad  pre 
cede  its  construction  and  every  step  will  be  one  of 
■progress.  If  we  throw  aside  such  an  obvious  guide, 
our  course  may  be  one  of  retrocession  instead  of 
advancement. 
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Exhibit    oftJie   Lake 
Ijoala    «nd   Toledo 
Compaulest 

The  Lake  Erie,  Wabash  and  St.  Louis  Railroad 
Company  presented  their  scheme,  in  connexion  with 
their  associate  work  the  Toledo  and  Illinois  Rail- 
road, to  the  public  on  the  12th  of  July  last,  in  a 
circular  of  that  date.  Important  negotiations 
since  that  time  concluded,  for  a  western  exten- 
sion, under  Uic  control  of  a  single  interest,  to  the 
Mississippi  river,  for  which  the  necessary  legisla- 
tion has  now  been  obtained,  as  well  as  to  show 
the  satisfactory  progress  of  the  work,  renders  it 
proper  for  the  Directors,  at  this  time,  to  issue  a 
second  circular. 

They  are  now  enabled  to  present  a  continuous 
and  consolidated  line  from  Toledo  to  the  Mississip- 
pi river,  at  Hannibal,  there  connecting  in  direct 
extension  with  the  Hannibal  and  St.  Joseph  Road ; 
and  such  arrangements  with  other  Companies  as 
liav3  also  secured  their  entrance  into  Alton  and 
St.  Louis. 

Prsmising  that  their  plan  is  now  complete  for  a 
connexion  with  the  great  emigrant  route  to  St. 
Joseph,  where  most  of  the  outfits  are  made  for  Ne- 
braska, Utah,  California,  and  Oregon — as  well  as 
with  the  commercial  city  of  St.  Louis,  they  will 
proceed  to  announce  more  in  detail  the*arrange- 
ments  by  which  these  ends  have  been  accomplish- 
ed, with  the  state  of  forwardness  of  their  own  work, 
and  of  the  lines  with  which  they  are,  or  are  to  be,  con- 
solidated, or  with  which  they  have  made  business 
engagements. 

At  the  date  of  our  exhibit  in  July,  we  had  just 
placed  on  the  line,  from  Toledo  to  Danville,  (which 
embraces  the  Ohio  and  Indiana  divisions)  six  loca 
ting  corps  of  Engineers,  under  the  charge  of  War 
ren  Colbum,  Esq.,  well  known  for  his  efficiency  in 
the  survey  and  construction,  of  the  "  Rochester, 
Lockport  and  Niagara  Falls  '  and  other  Roads. 
These  surveys,  embracing  a  careful  location  through 
twelve  considerable  towns,  and  others  of  smaller 
size,  have  been  completed.  Maps,  profiles,  plans, 
drawings  and  specifications  of  the  Road,  brids^es, 
&c.  &.C.,  have  been  made  and  filed.    Rights  of 


St.  lioala  and  'Western  Railroad. 

A  company  has  been  organized  in  Missonri  for 
the  construction  of  a  railroad  from  St.  Louis  to, 
the  West  line  of  the  State.  The  following  gentle- 
men constitute  the  board  of  Directors,  viz :  Jesse 
Morin,  C.  A.  Perry,  of  Platte;  A.  W.  Doniphan, 
J.  G.  Price,  M.  Arthur,  of  Clay,  (with  the  recom- 
mendation of  Col.  Doniphan  for  President  of  the 
Board ;)  W.  Boyo»  of  Ray ;  H.  Wilcoxen,  of  Carrol; 
L.  Salisbury,of  Chariton;  J.  E.  Finks,  A.  J.  Hem- 
don,  of  Howard;  W.  Woodson  of  Boons;  P.  B. 
Reed  of  C^away;  P.  C.  Qarth  of  Randolph. 


way,  with  some  inconsiderable  exceptions,  have 
been  obtained  along  the  whole  route,  and  station 
and  machine  grounds  have  been  secured  at  all  the 
principal  Points,  including  most  valuable  grounds 
at  Toledo,  to  which  further  reference  will  be  made. 
The  Contractors,  Messrs.  Boody,  Ross  &  Co.,  have 
apportioned  the  whole  work  in  suitable  divisions, 
to  sub-contractors,  responsible  and  experienced 
men,  who  are  now  vigorously  engaged  in  their  seve- 
ral divisions. 

To  prepare  so  long  a  line  Q241  miles)  for  con- 
tract— to  organize  the  forces  of  men,  teams,  tools, 
&c.,  at  the  several  points,  was  necessarily  a  work 
of  time ;  and  being  undertaken  so  late  as  July,  it 
was  not  expected  that  much  progress  could  be 
made  in  construction  before  winter  set  in.  The 
Directors  are,  however,  gratified  to  repoit  that  by 
the  efficiency  of  the  Engineers  and  Contractors, 
not  more  than  ten  miles  on  the  whole  line  remains 
to  be  grubbed  and  cleared.  There  is  not  a  divis- 
ion, and  scarcely  a  section  of  the  Road  on  which 
considerable  earth  work  has  not  been  done.  As 
large  a  force  is  now  employed  as  the  season  of  the 
year  will  justify.  The  Contractors  have  made  ar- 
rangements to  increase  it  to  at  lc.^st  5000  men  by 
the  time  the  frost  is  out. 

On  the  Ohio  portion  of  74  miles  and  contiguous, 
the  work  is  so  far  advanced  as  to  enable  us  to  an- 
nounce that  the  grade  will  be  entirely  finished 
from  Toledo  to  Fort  Wayne,  (93  miles)  by  the  first 
of  July  next.  Track-laying  will  be  commenced 
on  this  division  in  June,  and  that  portion  of  the 
Road  will  be  opened  to  the  public  early  in  the  au- 
tumn. 

The  heavier  portions  of  the  work,  and  which  em- 
brace the  only  rock-cuts  on  the  line,  exist  between 
La  Gro  and  Logansport.  On  this  portion  an  in- 
creased force  will  soon  be  placed,  and  after  the 
first  of  May  the  heavy  jobs  will  be  worked  both 
day  and  night.  If  no  unforeseen  hindrances  arise 
the  road  bed  will  be  made  ready  for  the  super- 
structuie  by  the  middle  of  Autumn  to  Attica,  224 
miles,  and  soon  thereafter  to  Danville.    The  facil- 


ities by  means  of  the  canal,  lateral  roads,  &C.,  for 
delivering  materials  and  construction  trains  at  any 
point  on  the  line  are  such  as  to  dictate  to  the 
Board  the  policy  of  pushing  the  whole  work  for- 
ward at  once,  and  laying  track  from  several  points, 
although  the  eastern  end  will  first  be  brought  into 
use. 

There  is  considerable  bridging.  In  this  depart- 
ment even  greater  progress  has  been  made  than  in 
the  graduation,  the  winter  not  impeding.  The 
stone  for  the  entire  masonry  of  the  line  is  now  quar- 
ried, and  most  of  it  is  cut  and  ready  for  the  walls. 
Several  ol  the  foundations  uf  the  larger  bridges  are 
laid.  The  Chief  Engineer  is  confident  th*t  every 
bridge  will  be  ready  for  the  superstructure  by  the 
first  of  August.  Timbers  for  the  superstructure 
are  engaged  and  most  of  them  are  now  ready. 

To  be  secure  against  disapointment  in  their  con- 
tracts for  ties,  Messrs.  Boody,  Ross  &.  Co.,  are  pla- 
cing a  number  of  steam  sawmills  on  the  line. 

Monthly  estimates  have  keen  paid  since  July 
and  the  work  has  ])rocccded  steadily. 

Twenty-eight  thousand  tons  of  heavy  T  rail 
(enough  for  the  main  line  and  a  large  amount  of 
side  track)  have  been  purchased  in  England,  all 
deliverable  in  New  York  by  the  first  day  of  julji 
next..  Of  this,  enongh  to  lay  30  miles  of  track  has 
already  reached  Toledo  and  the  line.  Otiier  Ian* 
({uanties  are  constantly  arriving  at  New  York.  So 
im{>ortant  h.xs  it  been  deemed  to  secure  rails  of 
the  best  manufacture,  that  an  increased  price  has 
been  given. 

In  every  department  the  work  has  been  planned 
and  executed  for  a  first  class  road,  and  in  adap- 
tation to  the  large  business  so  confidently  expec- 
ted. It  is  not  an  experimental  route  of  road  but 
traverses  a  country  now  thickly  .settled  and  highly 
cultivated.  Bein^  on  the  leading  and  shortest  ap- 
proach from  the  West  to  Lake  Erie,  it  is  already 
the  channel  of  a  large  confluect  commerce ;  and  in 
respect  to  lateral  tributary  roads,  it  stands  without 
a  rival  on  the  western  map.  We  have  reason  to 
believe  that  the  contractors,  themselves  largely  in- 
terested in  the  success  of  the  work,  will  sot  be 
long,  if  at  air,  behind  their  engagement  in  having 
it  ready  for  use,  which,  as  heretofore  announced, 
is  fixed  for  the  first  of  May,  1855. 

In  January  last  an  agreement  was  entered  into 
to  consolidate  upon  equitable  terms  the  Toledo 
and  Illinois,  and  Lake  Erie,  W.abash  and  St.  Louis 
R&ilroads,  with  the  Great  Western  Railroad  of  Il- 
linois, each  to  be  first  finished  and  equipped  by 
their  respective  Companies,  the  period  for  which 
was  limited  to  first  of  May,  1855.  At  that  time 
the  charter  proper  of  the  Great  Western  extended 
from  the  tcrviinits  of  the  Lake  Erie,  Wabash  and 
St.  Louis  Railroad,  on  the  Indiana  State  line  near 
Danville  to  Naples  on  the  Illinois  river.  Although 
a  Road  under  another  charter,  partly  finished,  con- 
nected tlu-  Great  Western  with  the  Mississippi  riv- 
er at  Qniitcy,  still  it  was  a  cardinal  object  to  have  a 
direct  extension  from  Naples  into  the  Hannibal 
and  St.  Joseph  Road.  The  late  extra  session  of 
the  Illinois  Legislature  furnished  that  opportunity. 
A  Charter  was  granted  for  the  87  miles  between 
Naples  and  Hannibal  with  leave  to  unite  with  the 
Great  Western.  Th«  passage  of  a  general  consoli- 
dation act  at  the  same  extra  session  of  the  Illinois 
legislature,  similar  to  the  law  of  Indiana,  has  now 
added  the  necessary  for  the  consummation  of  the 
above  provisional  agreements,  to  constitute  ttie 
entire  route  from  Toledo  to  Hannibal,  a  single  line 
and  under  one  control.  Without  adverting  now  to 
its  terminal  relations,  it  is  enough  to  say  in  regard 
to  its  local  advantages,  that  it  passes  along  the 
Wabash  Valley,  and  through  the  Capital  of  Illinois. 
Our  consolidation  with  the  Great  Western  Rail- 
road, furnishes  us  also  a  direct  ouUet  from  Spring- 
field over  the  Chicago  .and  Mississippi  road,  now  ■ 
finished,  to  Alton  and  St.  Louis.  Important  con- 
siderations, however,  induced  our  Company  toenter 
into  a  series  of  negotiations  with  the  Cleveland 
and  Toledo,  Northern  Indiana,  Terre  Haute  and 
Alton  Railroad  Companies  respectively,  by  which 
valuable  objects  have  been  secured  to  the  mutual 
advantage  of  the  contracting  parties.  These  ob- 
jects on  our  part  are  principally,  free  connexions" 
with  Cleveland  over  the  Cleveland  and  Toledo 
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Road  .  the  joint  use  and  occupjition  with  that 
Company,  and  with  the  Nortberu  Indiana,  of  the 
extensive  and  valuable  depot  and  warehouse 
grounds,  at  and  adjoining  the  harbor  of  Toledo, 
the  property  of  the  last  named  Company  (known 
as  the  "  Middle  Grounds") — a  guaranty  against 
rlTal  roads  sustained  by  the  aforesaid  iuleiests — 
and  a  connexion  witli  the  Torre  Haute  and  Alton 
Road  at  some  point  near  the  eastern  limits  of  Illi- 
nois, to  be  mutually  agreed  upon.  The  alignment 
of  the  last  named  Road,  owing  to  certain  points 
being  fixed  in  the  charter,  such  as  Paris,  &,c.,  had 
given  it  a  very  fair  direction  towards  Attica,  where 
our  road  crosses  the  Wabash  river.  As  the  city 
of  Alton  is  almost  in  the  immediate  direction  of  a 
line  drawn  from  Toledo  to  St.  Louis,  and  as  it 
would  occasion  so  inconsiderable  a  deflection  to 
pass  from  Attica  by  a  short  connecting  link  into 
the  Tcrre  Haute  and  Alton,  instead  of  building  a 
long  and  nearly  parallel  line  from  Danville  to  St. 
Louis,  we  could  not  doubt  that 
policy  dictated  this  arrangement.  The  bane  of  the 
American  system  is  the  multiplication  of  roads, 
draining  the  same  region  and  leading  to  the  same 
market.  Our  business  arrangements  with  the 
Terre  Haute  and  Alton  enable  us  to  avoid  this  evil 
and  place  both  roads  at  once  in  a  commanding 
business  position,  we  occupying  exclusively  the 
Maumce  and  Waljash  Valleys,  and  they  becoming 
the  recipients  of  this  business.  Whatever  merit« 
other  lines  from  St.  Louis,  crossing  the  Wabash 
further  south,  and  opening  to  a  different  region, 
may  have,  they  can  never  interfere  with  the  legit- 
imate business  of  the  Road  from  Toledo  to  St. 
Louis. 

It  may  be  added  that  a  charter  has  been  obtain- 
ed for  the  connecting  line  here  spoken  of,  and  means 
for  its  construction  have  been  raised.  At  the  same 
time  three  hundred  thousand  dollars  where  added 
to  the  suscriptions  of  the  Tcrre  Haute  and  Alton 
stock,  which,  with  means  on  hand,  will  enable 
them  to  complete  their  Road  pari  passu,  with  ours. 
That  Company  have  also  secured  the  right  to 
build  from  Alton  to  St.  Louis  in  the  prosecution 
of  which  there  will  be  no  delay. 

A  brief  reference  may  properly  be  made  to  the 
condition  and  prospects  of  the  Roads  with  whom 
we  have  thus  been  negotiating. 

The  "  Great  Western  Railroad"  of  Illinois  ac- 
quired their  rights  by  purchase  from  that  State  at 
a  low  price,  of  thi!ir  road,  then  partly  completed 
by  the  State.  It  was  the  Road  most  favored  by 
Illinois,  and  the  only  one  of  which  any  considera- 
ble part  had  been  completed.  Since  their  pur- 
chase, the  Company  have  re-placed  with  a  heavy 
T  rail  the  fitly  fiv«  miles  between  Naples  and 
Spriugfieltl,  laid  by  the  State  with  a  fiat  bar.  This 
part  of  their  line  has  a  compact  and  well  settled 
road-bed,  and  is  laid  with  red  cedar  ties.  The 
Company  have  just  finished,  with  T  rail,  the  39 
miles  form  Springfield  east  to  Decatur.  Thus  94 
miles  of  the  Road  are  now  in  operation,  leaving 
less  than  80  miles  additional  to  complete  to  the 
Indiana  State  line  near  Danville,  of  which  the 
heavier  portions  have  already  been  graded  by  the 
State,  the  finished  portions  being  light  work.  This 
{•ivision  will  be  finished  dnring  the  present  season. 

A  recounoisance  of  the  line  from  Naples  to  Han- 
nibal has  been  made  by  S.  D.  £alon,  Esq.,  Civil  En- 
gineer, and  measures  will  doubtless  be  taken  for 
its  early  prosecution.  The  grunt  as  before  stated, 
having  only  recently  been  obtained.  The  North- 
ern Cross  Railroad,  eoiinectng  Qnincy  with  the 
Great  Western,  near  Naples,  makes  that  the  short- 
est route  from  Quincy  to  the  Atlantic  cities. 

The  history  of  the  line  now  constructing  across 
the  State  of  Missouri  from  Hannibal  to  St.  Joseph, 
is  so  well  known  as  scarcely  to  need  a  referunce 
This  road  is  the  recipient  from  Congress  Oi  a  grant 
of  land,  equal  per  mile  to  that  made  to  the  Illinois 
Central ;  besides  which  it  has  received  a  loan  of 
the  credit  of  the  State  of  Missouri  to  the  extent  of 
a  million  and  a  half  of  State  bonds.  The  whole 
line  has  been  let  to  a  eompanj'  of  responsible  con- 
tractors, and  is  now  under  construction.  It  is 
probably  the  first  line  that  will  reach  the  Missouri 
river  at  any  considerable  distance  above  its  mouth. 


The  region  around  St.  Joseph,  from  iu  mikioess 
and  fertility,  and  being  in  advance  of  other  settle- 
ments on  the  Upper  Missouri,  has  become  well 
known  as  the  place  of  rest  and  outfit  for  emigrants 
bound  to  our  distant  ft-ontier  and  is  daily  increas- 
ing in  commerce  and  agriculture. 

Of  the  Terre  Haute  and  Alton  Road  enough  has 
already  been  said  to  show  its  suitable  connection 
with  St.  Louis  for  the  Toledo  line,  emerging  from 
the  Wabash  Valley  at  Lafayette  or  Attica.  By  a 
report  of  their  President  published  in  July  last,  it 
appears  that  th^r  rails  had  been  purchased,  and 
that  it  was  expected  to  complete  the  Road  during 
1854. 

Having  thus  secured  what  was  confidently  an- 
ticapated  in  our  first  Circular,  au  approach  to  St. 
Louis  and  the  central  regions  of  the  Mississippi 
river,  the  occasion  is  a  suitable  one  to  review  the 
geographical  position  and  business  prospects  of  our 
Road  when  as  a  finished  work,  it  shall  take  its 
an  enlightened  |  rank  in  the  American  system. 

The  most  remarkable  feature  that  meets  the  eye 
on  opening  the  Map  of  North  America,  is  that  vast 
chain  of  navigable  inland  water  that  stretches  from 
the  Gulf  of  St.  Lawerence  for  thousands  of  miles 
in  a  right  line  to  Toledo,  and  still  further  by  a  cir- 
cuitous and  indirect  course  to  Chicago.  This 
chain  to  Toledo  maintains  an  average  distance 
from  the  Atlantic  coast  of  about  400  miles,  and  is 
nearly  parallel  with  it.  Looking  outward  from 
Toledo  in  the  same  general  direction  with  the 
Lakes,  over  a  plain  of  little  more  than  400  miles 
miles  iu  breath,  we  meet  that  other  inland  sea, 
(for  such  really  the  Mississippi  is,)  whose  tides 
fiow  within  the  tropics,  and  near  the  head  of  whose 
reliable  navigation  stands  the  ancient  city  of  St. 
Louis — ancient  in  its  history,  modem  in  its  growth. 
Between  this  Lake  Chain  and  the  Atlantic,  but  a 
few  years  ago  there  was  not  a  single  portage  facile 
enough  for  any  valuable  purpose  of  commerce — 
except  the  slow  moving  wagon,  the  Erie  Canal  was 
the  pioneer.  Now,  Cleveland,  Erie,  Dunkirk,  Buf- 
falo, Niagara,  Rochester,  Oswego,  Cape  Vincent, 


Louis  and  other  Mississippi  towns.  It  is  difhcult 
to  set  limits  to  its  future  development.  St.  Louis 
had  a  population 

In  1820  of. 4,123 

In  1840  of. 16,649 

In  1862  of 94,000 

St.  Louis  is  but  the  type  of  the  country  between 
her  borders  and  Toledo.  The  overflow  of  business 
is  fast  rearing  other  cities  of  considerable  magni- 
tude, not  only  on  the  banks  of  the  Mississippi, 
but  on  those  of  the  Illinois  and  the  Wabash.  SiiU 
the  central  city  grows  with  the  growth  of  its  lesser 
neighbors,  and  the  tribute  of  the  intervening 
country  will  continue  in  large  measure  to  be  paid, 
to  the  commercial  citie  i  of  St.  Louis  and  Toledo. 

It  will  be  obvious  to  all  who  are  familiar  with 
the  route  and  course  of  business  west  of  Lake 
Erie,  that  the  channels  through  which  the  great 
commercial  business  must  pass  between  the  East 
and  West,  are  mainly  confined  to  a  belt  of  coun- 
try between  Lake  Erie  and  the  Mississippi  river, 
measuring  some  two  hundred  miles  in  width. 
Every  line  of  railway  communication  hitherto 
opened  in  this  limit  of  territory,  having  an  eastern 
l>earing  has  proved  successful  and  profitable  be- 
yond the  most  sanguine  expectations  .  of  its  pro- 
jectors. The  lines  of  road  projected  by  our  con- 
solidated Companies,  extend  throogh  the  most 
fertile  portion  of  this  belt  of  country  hitherto  un- 
opened, already  populous,  and  as  before  stated, 
having  many  towns  of  great  commercial  impor- 
tance, each  the  centre  of  trade  and  the  natural 
depot  for  the  vast  productions  of  a  large  adjacent 
territory.  By  an  examination  of  the  accompany- 
ing map  it  will  be  seen  that  a  number  of  roads, 
having  a  north  and  south  direction,  intersect  the 
line  of  our  road  at  various  points.  Each  of  these 
roads  will  bring  to  our  line  a  large  amount  of 
local  business  from  their  respective  localities. 
Many  of  these  lateral  roads  will  have  their  main 
eastern  connection  through  our  line,  as  being  the 
most  direct  and  accessibte. 


ections  a  commerce  unparalleled  in  any  history. 
The  whole  trade  of  the  Lakes  excluding  those 
west  of  Erie,  arose  from  ^65,000,000  in  1841,  to 


„,      .  j„     .      ,,,  X.  J.,..        Although  there  are  other  lines  of  road  project- 

Ogdensburg  and  Montreal,  have  each  opened  their  ^^d,  connecting  St.  Louis  with  the  sea-board  and 
eastern  gates  to  thousands  of  travellers,  and  by  which,  doubtless,  will  in  time  be  completed,  there 
steam  and  water  are  sending  forward  in  both  dir-  a,e   none  which  can   present   the   same  facilities 

that  will  be  offered  by  our  united  Companies  for 
the  transaction  of  a  large  commercial  and  passen- 

u3,oor.  onn  nnn  •    iq;;i  i     •       oi. )/inn*  ger  business.     St.  Louis  and  Quincy  are  thereby 

S32G,000,000  in  1851,  employing  212,000  tons  of  connected  with  the  navigable  waters  of  Lake  Erie 

by  a  line  80  miles  8hort*-r  than  any  other  com- 
pleted or  that  can  be  projected  without  following 
the  course  of  our  road.  At  Toledo  passengers  can 
have  their  choice  of  three  routes,  ail  favorable, 
leading  thence  to  the  Atlantic,  viz :  to  BufiSdo  via 
Cleveland — by  lake  steamers— and  via  Detroit 
through  the  Great  Western  Road  of  Canada  and 
the  New  York  Central.  Incipient  measures  have 
been  taken  to  construct  a  road  between  Toledo 
and  Detroit,  by  which  the  latter  connection  will 
be  made  complete,  the  link  to  be  supplied  being 
less  than  60  miles.  It  is  believed  that  do  other 
road  from  St.  Louis  can,  at  its  terminal  point, 
.    „  .         J  ^u  ^  ^u  .    *  .  .present  eastern  connections  so  favorable  for  pas- 

twenty-hve  cents;  and  that  the  coast  of  transpor- Lg^gg^s  and  freieht 
Ung  ordinary  raerchandi/.e  will  be  reduced  to  $1      xhe  arrangements  made  with  the  Northern  In- 
82  per  ton  from  Albany  to  Bufl-alo.  tolls  included,  i^iana  Railro^  Company  for  using  adjacent  busi- 


steam  and  sail.  Of  this  trade,  the  large  proportion 
of  S209,712,520  belonged  to  Lake  Erie  alone,  on 
which  Lakethe  first  steamer  was  launched  iu  1818. 
The  licensed  tonage  of  these  Lakes  iu  1861  was  77,- 
061  tons  steam,  and  138,941  tons  sail. 


Tons  entered  at  all  the  Lake  ports  io  185] ,  9,469,606 
"     clear,  d        "  "  "      9,456,346 

How  much  this  commerce  will  be  augmented  by 
the  enlarg4'ment  of  the  Erie  Canal,  now  ratified  by 
the  people  and  Legislature  of  New  York,  may  be 
judged  from  the  fact  that  the  new  Canal  will  pass 
boats  of  224  tons  burthen ;  that  a  barrel  of  flour 
can  be  transported  from  Buffalo  to  Albany  for 


It  follows  as  a  necessary  carollary  that  the  Ports 
at  the  west»'rn  extreme  of  the  Lakes,  receiving  or 
discharging  the  same  business  with  the  eastern 
outlets  we  have  named,  besides  what  finds  its  way 
through  the  Gulf  of  St.  Lawrence,  must  have  a 
corresponding  growth  and  increase.  From  the 
scarcity  of  harbors,  those  ports  are  few  in  number, 
each  repivsenting  vast  tracts  of  country.  Cleve- 
land, Sandusky,  Toledo,  Detroit,  Chicago  and  Mil- 
waukee, comprise  almost  the  list.  The  commerce 
of  Toledo,  young  as  she  is,  and  nntil  her  canals 
were  built  almost  iraccessibl '  A-om  the  interior, 
was — 

In  1847, $8,068,809 

In  1851 31,286,465 

It  is  estimated  that  during  the  present  season 
there  will  be  shipped  from  that  iwrt,  of  the  single 
article  of  corn  (maize)  6,000,000  bushehj. 

The  limits  of  tliis  paper  will  not  admit  of  a  re- 
ference to  the  immense  and  growing  traffic  of  St. 


ness  grounds  and  a  common  p.-issenger  building, 
will  enable  the  two  companies  jointly  to  boild  and 
maintain  in  the  most  liberal  manner,  a  line  of 
first  class  steamers  to  run  direct  to  Buffalo,  giving 
unequalled  facilities  for  the  transportation  of  emi- 
grants and  light  freight;  and  affording  to  passen- 
gers an  opportunity  to  obtain  rest  without  losing 
time,  which  will  doubtless  be  appreciated  by  those 
who  are  travelling  on  long  routes. 

It  needs  no  argument  to  prove  the  value  of  a 
railroad  line  which  shall  connect  the  most  com- 
mercial town  on  the  Upper  Mississippi  with  the 
nearest  harbor  on  Lake  Erie.  The  dry  goods  and 
manufactures  of  the  North,  and  the  groceries, 
hemp,  tobacco  and  other  staples  of  the  South, 
discharged  respectively  at  Toledo,  and  St.  Louis, 
must  be  exchanged  over  this  thvonghfare,  while 
the  productions  of  the  country,  seeking  a  veat 
towards  one  market  or  the  Qtber,  are  even  now 
in  magnitude  and  amouot  beyood  the  capacity  of 
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a  single  railroad.  The  country  with  its  numerous 
towns  and  villages,  loudly  demands  the  cone 
▼enience  of  the  thoroughfare  we  are  constructiiig- 
and  the  Directors  are  resolved  to  prosecute  the 
work  with  a  despatch  corresponding  with  its  im, 
portance.  Of  this  they  think  ficy  have  given 
some  evidence  to  the  public,  in  not  allowing  the 
work  to  flag  during  the  recent  severe  pressure  in 
the  money  market.  No  road  in  the  Western  States 
will  have  so  long  a  continuous  line  under  one  or- 
ganization, or  be  better  fortified  in  its  business  by 
its  easy  connexion  with  the  systems  on  either  side 
of  Lake  Erie,  and  by  lateral  and  tributary  roads 
in  Indiana  and  Illinois. 

The  subscriptions  to  the  stock  of  the  Toledo 
and  Illinois  Railroad  Company  amount  to  S^OO,- 
000,  and  of  the  Lake  Erie,  Wabash  and  St.  Louis 
Railroad  Company,  to  $2,000,000,  on  both  of 
which  06  per  cent,  has  been  paid.  The  whole 
amount  of  first  mortgage  7  per  cent,  convertible 
bonds  issued  by  the  first  named  Company,  is  S900,- 
000,  and  by  the  last  named,  S2,500,000. 

The  Boards  of  each  road  do  not  hesitate  here 
to  express  the  opinion  that  the  mortgage  bonds  of 
both  offer  a  security  most  fully  reliable,  and  they 
look  forward  to  the  time,  as  not  far  distant,  when 
the  convertible  privilege  may  be  availed  of  with  a 
handsome  profit  to  the  holders  of  the  bonds. 
A.  S.  WHITE,  President, 
Lake  Erie,  Wabash  and  St.  Louis  Railroad. 
JOHN  ROSS,  President, 

Toledo  and  Illinois  Railroad. 


pany,  for  the  immediate  construction  of  that  por- 
tion of  the  line.  Said  company  agree  to  furnish 
S500,000  boi  a  fide  subscription,  and  to  pay  for 
the  use  of  ten  miles  of  the  road  of  the  Alleghany 
Company  at  the  rate  of  eight  per  cent,  on  its  cost 
of  $26,000  per  mile. 

Thrte-fiflhs  of  the  grading,  masonry,  and  bridg- 
ing of  the  line  between  Pittsburgh  and  Kittanuiug, 
are  already  finished,  and  the  completion  of  iiH  of 
this  portion  of  the  road  is  anticipated  at  an  carly 
day.  <^X:-':':'-^  f.^-/ 

The  revised  estimate  of  the  Engineer,  W.  Milnor 
Roberts,  Esq.,  states  the  cost  of  the  road  in  com- 
plete running  order,  and  all  incidental  expenses, 
but  without  equii»ment  and  dtspot  buildings,  as — 

S5,67 1,360  07 
The  subscriptions  by  indi-    '  ' 
viduah  and  contractors 

are $1,400,390 

County  corporations 1,251,254 

City  and  boroughs 450,000 

Corning  and   Olcan   Rail- 
road -. 500,000 

3,601,644  00 


Alleghanjr  Vallejr  RallroKd. 

The  city  of  Pittsburgh  owes  its  wealth  and 
prosperity  as  much  to  ilspoiition  as  to  its  mineral 
resources.  Its  natural  channels  of  communication, 
the  Alleghany,  Monongahcla,  and  Ohio  rivers,  are 
not,  however,  always  available,  owing  to  the  irreg- 
ularities in  their  volume,  and  to  the  effects  of 
ft-ost.  This  fact,  especially,  has  induced  the  con- 
struction of  artificial  routes,  parallel  to,  but  inde- 
pendent of,  the  water  lines.  The  completion  of 
one  great  work  of  this  kind,  the  Ohio  and  Penn- 
sylvania Railroad,  has  already  secured  to  Pitts- 
burgh a  position  such  as  even  her  favorable  river 
communication  would  have  forever  denied  to  her. 
The  efforts  of  her  citizens  are  now  directed  to  the 
construction  of  similar  works  in  the  vallies  tribu- 
tary to  the  one  already  occupied.  The  Alleghany 
Valley  Railroad,  one  of  these  enterprises,  has 
long  engaged  the  attention  of  the  people  of  West- 
em  Pennsylvania,  as  a  means,  both  of  the  accom- 
modation of  a  local  and  the  creation  of  a  foreign 
trade.  Although  chartered  seventeen  years  ago, 
its  construction  has  been  delayed,  until  the  results 
of  the  operation  of  the  Erie  road  have  demonstrat- 
ed the  resources  of  districts,  similar  to  that  inter- 
.sected  by  the  line  of  the  Alleghany  road. 

From  the  first  regular  annual  report  of  the  Di-  j 
rectors  of  the  Alleghany  Valley  Railroad,,  lately  i 
published,  we  present  the  following  particulars! 
relative  to  the  condition  and  prospects   of  their 
work. 

The  first  division  of  43  miles,  from  Pittsburgh 
to  Kittanning,  is  under  contract  to  be  finished  by 
the  first  of  November  of  the  present  year. 

The  second  division  of  45  miles,  from  Kittanning  \ 
to  Brookville,  is  under  contract  for  completion  by 
July  Ist,  1856 ;  the  thmi  division  of  48  miles, 
from  Brookville  to  the  Clarion  River,  by  July  Ist, 
1856 ;  and  the  fourth  division  of  43  miles,  ^rom 
the  latter  point  to  the  New  York  State  line,  is  also 
under  contract,  to  be  finished  by  December  Ist 
1855. 

To  bring  t\»Q  4tb  division  into  early  qso,  for  cw- 
r^lof  eo|l  to  ibf  Uk»  (^orw,  n  cgjitrAot  jiM  Uep 

m^9  Will)  ^h«  OwBlo|f  w4  0)«w  RMIroM  0 w 


To  be  provided  by  an  issue  of  bonds.  !|1 ,960,716  07 
The  connections  of  the  Alleghany  Valley  Rail- 
road are  of  the  most  ample  and  direct  description. 
This  road  is  in  fact  a  direct  n>ute  connecting  not 
only  Pittsburgh,  but  all  the  trade  and  travel  witli- 
in  the  influence  of  all  the  roads  and  canals  center- 
ing there,  with  the  principal  cities  of  Western 
New  York,  forming  a  connection  of  Lakes  Erie 
and  Ontario  with  the  Ohio  river.  Throughout  its 
course  it  intersects  the  most  important  railroads 
and  canals  in  the  country.  Leaving  the  Pennsyl- 
vania Central,  Ohio  ^nd  Pennsylvania,  Charticrs 
Valley,  Steubenville  and  the  Connellsville  rail- 
roads at  Pittsburgh,  it  follows  the  Alleghany  river, 
and  for  a  distance,  upon  the  route  of  the  Pennsyl- 
vania Canal ;  crosses  the  Cleveland  and  Mahoning 
road,  and  the  line  also  of  the  proposed  Sunbury 
and  Erie  road  ;  meets  the  Coming  and  Olcan  rail- 
road at  the  State  line,  and,  through  the  northern 
extension,  runs  across  the  Eric,  New  York  Central, 
and  other  roads  which  connect  those  two  roads 
with  each  other  and  with  every  important  town  in 
the  western  portion  of  the  State.  It  also  meets 
the  Qencssee  Valley  Canal,  and  thereby  connect- 
ing, by  188  miles  of  railroad,  the  Pennsylvania 
and  the  Erie  Canals. 

The  northern  extensions  of  the  Alleghany  Valley 
road  are  the  Buffalo  and  Pittsburgh  and  the  Ro- 
chester and  Pittsburgh  roads,  the  construction  of 
both  of  which  has  been  determined  upon  wholly 
with  reference  to  that  of  the  Alleghany  Valley 
road,  with  which  a  unity  of  interest  prevails. 

The  local  resources  of  this  road  and  of  its  tri- 
butaries are  of  the  most  valuable  description.  In 
Pennsylvania  it  intersects  a  region  abounding  in 
coal  and  iron,  while  the  agricultural  products  and 
the  vast  quantities  of  lumber,  abounding  through- 
out the  whole  of  this  and  contiguous  regions, 
would  alone  occupy  the  equipment  of  an  important 
road.  Where  cleared,  the  soil  of  Western  Penn- 
sylvania is  known  to  be  of  the  best  description, 
and  such  as  will  attract  and  supp>ort  a  population 
equal  in  wealth,  enterprize  and  intelligence  to 
that  in  any  other  part  of  the  country.  It  is  well 
known  that  the  Alleghany  Valley  road  is  regarded 
by  the  New  York  and  Brie  and  tlje  Albany  and 
gt4aq[U$bAi>!)4  ri^llrMd  iatoreiU  m  leoui-ioa  the 

tthorWH  m^  ^MJ  rn«t«  from  New  York,  Alb*«»y 


and  Boston  to  the  whole  of  Suutheru  Ohio,  includ- 
ing Cincinnati. 

In  general  terms,  the  Alleghany  Valiey  roafl 
combines  every  requisite  of  local  and  terminal 
support,  and  occupies  a  position  iu  the  through 
routes  of  commerce,  sufficient  to  ensure,  witli 
proiKsr  management,  the  most  ample  retunts  on 
its  cost,  and  the  most  advanta;;eous  results  on  the 
whole  country  tributary  to  its  route.  i 

MUsisalpiil  aua  Atlantic  Railroad. 

We  have  received,  and  give  l»elo»v,  a  copy  of  ah 
Act  of  the  Legislature  of  Illinois,  authoriisin::,'  tlw 
construction  of  the  above  road.  As  the  law  of  the 
Slate  requii-es  that  all  matt'.-rs  to  be  acted  upon 
at  an  exlruordiuary  session  of  the  LegibiaUirf , 
shall  be  indicated  in  the  Mesi^age  of  the  Governor 
culling  the  .'Mue,  we  copy  t>o  much  of  the  Message 
as  provides  for  action  upon  the  subject  of  rai^- 
rojuis. 

Extract  from  the  proclamation  of  Governor 
Malteson,  of  Illinois,  under  date  of  7th  Januai)*, 
1861: 

"  To  pass  laws  recogniy.ing  the  existence  of  and 
eonferii-ig  addiiional  |K)wers  upon  Cor}K>ratioiis 
formed,  or  wliie'i  may  be  formed  prior  to  the  ac- 
tion of  the  Legi.ilatiire  thereon,  under  the  act  to 
provide  for  a  G  •ncml  Systi-ni  ofRailroa  :  Incorpo- 
ration, approved  November  5,  1849.  To  declare 
the  public  utility  of  iheir  works,  sanction  the 
routes;  termini  thereof,  and  authorizing  the  cop- 
struction  of  the  same." 

The  following  is  a  copy  of  the  Act  referred  t«: 
AX  ACT  recognizing  and   authorizing  the   eoki- 
struction  of  the  Mi^s^ssippi  and   Atlantic  Rall- 
r(«a(k 

Skction  1.  Be  it  enacted  by  the  people  of  the 
{State  of  Illinois,  rej>re»ented  in  tlie  Gkneral  As- 
sembly, That  the  Mis-sissippi  and  Atlantic  Rail- 
road Company,  as  formed  under  articles  of  asso- 
ciation, filed  in  the  officu  of  the  SecreU«ry  of  State, 
is  hereby  declared  to  be  a  valid  and  subaisling 
corporation  by  that  name,  duly  organized  under 
and  duly  vested  with  all  and  singular  the  rights, 
privileges,  and  powers  contained  in  an  Act  entitled 
"An  Act  to  provide  far  a  General  System  of  Rail- 
"  road  Incorporations,"  approved  Nov.  5,1849; 
and  said  Company  is  hereby  authorized  to  com^ 
mence,  contract,  and  maintain  the  said  Mississippi 
and  Atlantic  Railroad,  from  a  point  on  the  eastern 
line  of  the  State  of  Illinois  in  the  direction  of 
Terre  Uaut^,  Indiana,  to  a  point  on  the  Missianp- 
pi  River,  at  or  near  lllinoistown.  as  in  their  arti- 
cles *f  association  specified,  in  accordance  with 
the  provisions  of  the  act  hereinbefore  recited  ;  the 
acts  amendatory  thereof  and  of  this  act,  and  the 
acts  and  proceeding  of  said  company  hitherto  in 
and  about  the  prosecution  and  coustructioD  of 
said  road,  its  crossing  connections  and  running 
arrangements  with  other  roads  within  this  State 
are  hereby  declared  valid  and  binding. 

SecTio.N  2.  The  said  Mississippi  and  Atlantic 
Railroad  Company  is  hereby  declared  to  be  a  work 
of  sufficient  public  utility  to  justify  the  taking  of 
private  property  for  constructing  and  maintaining 
said  road  and  tlie  same  may  be  appropriated 
whenever  requisite  under  the  provisions  of  the 
acts  i>ow  in  force  for  that  pur|>06e. 

Section  3.  Said  company  shall  have  power  to 
borrow  money  for  the  construction,  equipment, 
and  maintaining  of  said  road,  and  to  issue  its 
bonds  therefor  at  such  rates  of  interest  as  its  Di- 
rectors may  prescribe,  not  exceeding  seven  per 
cent,  per  annum ;  and  for  security  thereof  to 
mortgage  its  road,  property  and  franchise,  and 
any  sale  of  said  bonds  at  less  than  par,  shall  be  as 
valid  and  binding  upon  said  company  as  if  thn 
same  bad  been  sold  for  the  par  value  thereof. 

Section  4.  Said  cojopany  fch.-iU  h»ve  pover  to 
UUfi  aa4  }4q14  svooU  in,  ot  'ioAR  iu  or«dii  ;o,  M^ 
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may  connect  directly,  or  by  connecting  lines  with 
said  Mississippi  and  Atlantic  Railroad. 

Sections.  Said  Railroad  Company  is  hereby 
empowered  to  construct  so  much  of  the  line  of 
road  as  lies  between  the  eastern  line  of  this  State 
and  Terre  Haute  under  such  provisions  as  may  be 
made  by  the  laws  of  Indiana,  or  to  form  a  connec- 
tion with  any  company  that  may  be  organized  for 
that  purpose  to  consolidate  the  stocks  of  said 
companies,  or  to  lease,  manage,  or  control  the 
said  connectuig  line  of  road  on  such  terms  as  may 
be  agreed  upon  between  the  parties. 

Section  6.  This  act  shall  take  effect  and  be  in 
force  from  and  after  its  passage. 

JOHN  REYNOLDS, 
Speaker  of  the  Housa  of  Representatives. 

G.  KOENER, 
;' .  Speaker  of  the  Senate. 

.  '  Approved  Feb.  24,  1854.       T.  A.  MATTESON. 

The  above  project  is  well  known  as  the  Straight 

■'  Line,  between  Terre  Haute  and  St.  Louis.    To  the 

■  former  point,  the  railroad  system  of  Ohio  and  In- 

":'  diana  extends.     The  right  to  continue  this  system, 

West  to  St.  Louis,  in   the  most  direct  course,  has 

'  -  been  for  a  long  time  denied  by  the  people  of  Ulin- 

U  ois,  in  defence  of  what  is  termed  the  Slate  Policy. 

This  policy  may  now  be  resarded  as  thoroughly 

exploded  by  the  passage  of  the  above  act. 

Working  surveys  of  the  line  of  this  road  have 
been  made,  and  the  work  of  construction  will  be 
immediately  commenced.  For  this  purpose,  we 
understand,  a  large  amount  of  means  have 
already  been  secured.  The  project  has  always 
been  regarded  with  peculiar  favor  by  the  vast 
railway  interest,  lying  to  the  East  of  Terre  Ilautc, 
which  is  most  anxious  to  push  forward  to  its  great 
Mississippi  terminus,  St.  Limis. 

"Stw  Cbaunels  of  Tr«de« 

.  -  We  scarcely  take  up  a  paper  that  we  do  not  see 
"':.  tome  notice  of  the  coniraencempnt,  progress  or 
completion  of  some  new  avenue  of  trade  and  com- 
mtrce,  connecting  the  Western  rivers  with  the  sea 
coast.  The  multiplicity  of  these  artificial  com- 
munications sliouUl  arouse  us  to  the  proper  under- 
standing, and  appreciation  of  our  own  position, 
and  stimulate  us  to  ra.ike  counter  exertions  to 
neutralize  the  active  and  unremitting  efforts  that 
are  continually  being  made  by  every  city  and 
town  on  the  Atlantic  coast,  to  attract  trade,  and 
divert  it  from  its  legitimate  and  natural  channel 
by  the  Mississippi  to  New  Orleans.  The  same 
natural  obstructions  to  the  free  transportation  of 
conxmerce  have  existed  during  the  past  winter 
generally  through  all  parts  of  the  country — in  this 
one  aspect  of  the  case,  we  have  not  been  singu- 
larly afflicted.  At  the  North,  navigation  has  been 
suspended  by  the  impassable  barriers  of  ice  creat- 
ed by  the  unusual  cold  weather,  while  we  have 
been  cut  off  from  all  water  communication  with 
the  interipr  by  the  unprecedented  and  protracted 
low  stage  of  the  rivers. — But  during  this  period 
of  non-intercourse  how  different  have  been  our  re- 
spective conditions !  Our  Northern  rivals,  by 
means  of  their  artiflcial  rivers  have  sustained  an 
uninterrupted  communication  with  their  several 
markets.  Free  and  independent  of  the  restiictions 
and  barriers  created  by  a  rigid  and  ungenial  cli- 
mate, they  have  found  a  sure  and  never  failing 
friend  and  auxiliary  in  the  iron  horse,  whose 
course  has  been  onward  and  uninterrupted,  care- 
less and  indifferent  to  all  the  elements,  whose 
combined  strength  he  laughs  to  scorn.  What  has 
been  in  comparison,  our  isolated  condition,  shut 
out  from  our  best  customers,  and  cut  off  from  the 
sources  of  our  most  valuable  supplies  1  The  con- 
sequences of  the  embargo  we  have  undergone  for 
the  past  three  mouths,  our  Western  merchants 
have  feelingly  realized.  We  should  like  some  fifty 
of  our  produce  merchaiits  whom  we  could  name, 
to  get  together,  and  make  a  rough  estimate  of  the 
loss  they  have  sustained  from  the  general  derange- 
meot  of  their  business,  their  disappointed  expec- 


tations, to  say  nothing  of  the  sums  paid  as  extra 
interest,  and  the  anxiety  and  solicitude  of  mind — 
all  the  results  of  suspended  intercourse  with  their 
up  country  friends  and  customers.  The  amount 
reduced  to  cash  would  be  sufficient  to  pay  for  the 
construction  of  a  long  link  in  either,  or  both  of 
our  Railroads.  Had  we  had  during  the  entire 
winter,  daily  communication  with  the  Northwest 
parishes,  with  the  Red  River  country,  with  St. 
Louis,  and  in  the  early  part  of  the  season,  with 
Nashville,  Louisville,  Cincinnati,  and  all  that  con- 
tiguous region,  we  should^  have  heard  no  com- 
plaints of  hard  times,  of  no  business  and  a  string- 
ent money  market.  Nowhere  on  the  face  of  the 
earth  has  experience  spoken  louder,  or  inculcated 
■a  severer  and  more  urgent  moral  than  in  New  Or- 
leans. If  Railroads  have  been  tested,  and  found 
to  be  powerful  helps  and  auxiliaries  to  promote  and 
advance  the  trade  and  general  prosperity  of  other 
cities — here  with  us  they  are  indispensable  ;igents 
not  only  to  advance  our  commerce,  but  to  enable 
us  to  retain  what  we  already  have,  and  place  us 
in  a  position  to  contend  with  the  hundred  rivals, 
who  are  cmulously  striving  to  spoil  and  ruin  us. 
There  is  not  a  town  on  the  Atlantic  coast  from 
Portland,  in  Maine,  to  Savannah,  Georgia,  that 
has  not  in  a  greater  or  less  degree,  been  sustained 
and  nourished  by  the  aliment  which  nature  inten- 
ded for  our  subsistence. 

These  reflections  were  suggested  by  reading  a 
notice  in  a  Georgia  paper,  communicating  the  in- 
telligence that  a  large  cargo  of  fr-ight  had  been 
delivered  in  Macon,  a  flourishing  town  in  the  cen- 
tre of  that  State,  which  had  been  shipped  on  the 
railroad,  from  Nashville,  Tennessee.  The  paper 
in  question  informs  us  that  the  road  from  Chat- 
tanooga to  Nashville  is  now  completed — there  is 
but  one  trans-shipment  of  freights  between  the  lat- 
ter point  and  this  city,  (Macon,)  and  the  arrival 
on  Saturday  is  but  the  beginning  of  an  exensive 
business  between  the  two  points.  The  same  pa- 
per gives  us  the  comforting  and  consoling  assur- 
ance, that  Macon  is  the  most  important  depot  for 
the  distribution  of  Tennessee  produce  in  that  State, 
and  that  the  opening  of  ffie  Nashville  and  Chat- 
tanooga Railroad,  with  proper  energy  and  enter- 
prise on  the  part  of  her  business  men,  must  in- 
crease its  importance  in  this  respect. 

Nashville  is  now  only  forty-eight  hours  distant 
from  Savannah ,  a  few  years  since,  we  were  going 
to  say  months,  she  had  no  more  commimication 
with  the  sea  port  of  Georgia  than  she  had  with 
Liverpool.  .She  was  wholly  tributary  to  New  Or- 
leans, as  she  still  would  be  were  we  connected  by 
railroads. 

We  have  before  us  a  yet  srtonger  illustration  of 
the  efficacy  or  potency  of  railroads  in  transmuting 
villiages  into  towns,  and  towns  into  populous  and 
wealthy  cities.  Chicago  is  a  hyperborean  city,  sit- 
uated in  the  ice  bound  regions  of  Michigan,  twelve 
degrees  of  latitude  North  of  us.  Let  us  see  what 
progress  she  bas  made  with  all  the  disadvantages 
of  position  and-  climate  against  her. 

Twelve  years  ago  Chicago  contained  a  population 
of  5,000.    Now  it  has  over  60,000 ! 

Twelve  years  ago,  eight  to  twelve  days  passage 
between  New  York  and  Chicago  was  considered 
quick  time  in  the  most  favorable  season.  Now 
two  days  is  the  average. 

Fifteen  years  ago,  the  people  of  Chicago  bought 
a  large  part  of  their  breadstuffs  and  provisions 
from  the  States  of  New  York,  Pennsylvania  and 
Ohio.  Now  there  is  exported  from  that  city,  each 
year,  6,000,000  bu.shels  of  grain  and  120,000  bar- 
rels of  beef  and  pork  ! 

By  what  magic  has  this  wonderful  chance  been 
effected  1     The  mystery  is  easily  explained. 

Six  years  ago,  Chicago  had  not  a  single  foot  of 
railroad  conpleted,  and  only  one  in  contempla- 
tion. Now  it  has  482  miles  completed  in  the  lim- 
its of  the  State  alone,  and  ovor  2000  in  process  of 
construction !  On  the  1st  of  May  next  there  wiU 
be  daily  leaving  and  entering  the  city  of  Chicago 
forty-eight  trains,  making  in  all  ninety-two  trains 
per  day  over  the  roads,  to  accommodate  travel 
aod  commerce. 

Here  is  an  example  faroished  by  a  city,  which, 


twenty  years  ago,  was  in  the  woods,  and  which 
our  proud  and  boasted  Crescent  City  may  profita- 
bly emulate. — N.  O.  Com.  BuUeiin. 

The  Cl&llled  Slip  Tlr«. 

During  a  recent  visit  at  Baltimore,  we  bad  an 
opportunity  of  learning  the  success  with  which 
the  cast  iron  tire  has  been  in  use  during  the  past 
winter.  Wo  were  the  more  anxious  to  do  so,  be- 
cause reports  had  started  that  the  Baltimore  and 
Ohio  Railroad  Company  were  replacing  their  cast 
with  wrought  tires.  This  statement,  Which  has 
been  circulated  by  interested  parlies,  is  wholly 
untrue,  as  our  own  inquiries  and  observations  have 
disclosed.  Out  of  considerably  more  than  200 
locomotives,  owned  by  the  road,  but  four  have 
wrought  tires,  and  these  were  so  provided  by  the 
builders.  The  Master  of  machinery,  states,  that 
he  shall  replace  these  tires,  when  worn  out,  with 
the  cast  iron  tires,  a  practice  which  has  been  adop- 
ted for  several  years  with  all  engines  coming  on 
the  road  with  wrought  iron  tires.  Five  engines 
built  at  Lawrence,  Mass.,  have  already  been  re- 
tired in  this  manner.  With  these,  after  the 
wrought  tire  had  become  badly  worn,  it  was  turn- 
ed off  to  an  uniform  thickness  and  a  catit  iron  tire 
put  on  over  it.  This  was  done  to  save  the  expense 
and  delay  of  applying  new  wheels.  The  chilled 
tires  were  secured  by  set-screws,  tipped  through 
the  rim  of  the  wheel  and  pressing  against  the 
inner  side  of  the  tire.  This  method  is  very  apt  to 
strain  the  tire  unequally,  indeed,  such  a  result  is 
unavoidable.  One  tire,  only,  secured  in  this  man- 
ner, broke,  during  the  last  winter,  opposite  one  of 
the  set-screws.  No  further  damage  was  done. 
Tfais  failure,  wholly  due  to  an  unusual  and  very 
improper  mode  of  fastening,  is  the  third  one,  only, 
during  a  use  of  over  2,000  of  these  tires.  Can 
any  other  road  show  similarly  favorable  results 
from  wrought  tires?  We  are  positive  that  they 
cannot. 

No  other  road  in  the  country,  except  the  New 
York  and  Eric,  has  such  heavy  engines  as  those 
under  which  these  tires  are  used.  No  other  road 
has  engines  of  such  great  power,  for  although  the 
weight  of  the  Erie  engines  may  be  greatest,  that 
of  the  Baltimore  engines  is  wholly  "  live  weight," 
or  productive  weight.  The  tires  are  us«d  alike 
under  all  engines— express,  mail,  freight,  live 
stock,  coal,  and  yard  engines. 

The  officers  of  the  company  do  not  estimato 
their  saving  by  this  improvement  at  less  than 
$30,000  per  annum. 

One  unfortunate  feature  is  apparent  in  the  man- 
ner in  which  this  company  have  used  cast  iron 
whole  wheels.  They  have  allowed  their  contract- 
ing builders  to  fit  many  of  their  engines  with 
whole  chilled  wheels,  which,  when  once  vforu,  are 
not  only  useless,  except  for  old  iron,  but  cause  a 
great  loss  of  time  and  exx>ense,  and  particularly 
a  great  delay  of  the  engmes  in  renewing  them. 
When  the  security  and  cheapness  of  Perkins  aad 
McMahon's  improvement  are  known,  and  the  fa- 
cility with  which  tires  are  changed  on  their  plan, 
it  is  wasteful  and  extravagant,  td  say  the  least,  to 
employ  any  material  of  tires  in  such  a  maoiier. 
A  wheel  center,  under  no  strain  like  tiiat-  from 
shrinking  a  tire,  ought  to  last  many  years.  Crank 
pins,  well  case-hardened,  or  covered  with  steel, 
will  outwear  three  sets  of  tires.  The  axles,  if 
straight,  (not  cranked,)  will  last  a  very  long  time. 
By  any  other  method  than  by  renewing  the  |rear- 
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ing  BorfiMJe,  a  great  quantity  of  good,  sound  mate- 
rial, and  of  expensive  and  laborious  fitting,  is  ut- 
terly thrown  away.  Again,  whole  wheels  are  not 
as  likely  to  have  a  sound  tread,  they  do  not  cool 
flfler  casting  without  strain,  and  if  the  wheels  be 
of  the  spoke  form,  the  chilling  opposite  the  ends 
of  the  spokes  is  softer  than  at  other  parts  of  the 
rim.  Besides  being  wasteful,  they  are  consequent- 
ly unsafe,  and  the  trouble  given  by  such  wheels, 
when  used  for  engine  drivers,  has  operated  unfa- 
vorably against  cast  iron  tires,  as  applied  in  the 
only  proper  manner. 

Conscious  of  being  in  the  right,  we  shall  always 
maintain  the  merits  and  adaptation  of  this  improve- 
ment, until  every  company  has  availed  of  it. 

Oblo  and  HlMlMippI  Railroad  Company. 

This  company  have  made  a  new  issue  ©f  3,000,- 

000  second  mortgage  bonds.     This  will  make  the 

capital  account  stand  as  follows : 

Stock S6,500,000 

First  Mortgage  Bonds 2,800,000 

Second        "  " 3,000,000 


Tlie  Railroad  Record  on  the  Cost  and  Pro-  ing  $750,000  from  the  State  of  Missouri  and  $1^ 
ductlTeuess  of  Western  Railroads.  000,000  from  the  City  and  County  of  St.  Louis. 


Were  it  allowable  to  indulge  in  a  little  humor 
in  the  discussion  of  such  grave  subjects  as  rail- 


The  first  Division  extending  45  miles  from  £>t. 
Louis  is  to  be  finished  by  July  1866  and  the  whole 


roads,  we  should  be  tempted  to  tell  the  story  of Uj^^^  ,jy  December  of  the  same  year.     The  route 
the  dilemma  in    which  a  cerUin  person  found  j ^.^g  ^jj^^j^g^j  ^  roUing  and  healthy  region  and  in- 


ToUl.... $12,300,000 

The  original  cost  of  the  road  was  estimated  at 
$9,000,000.  An  increase  of  one-third  upon  this 
estimate  is  thus  made,  while  the  road  is  in  embryo. 
By  the  terms  of  the  original  contract,  the  contrac- 
tors were  to  be  paid  as  follows  : 

In  Stock $3,500,000 

Cash 2,800,000 

Bonds 2,500,000 

$8,500,000 
At  the  date  of  the  contract,  the  stock  subscrip- 
tions to  the  road  were  stated  to  be  $1,450,000,  as 
follows : 

Riply    County,    Indiana -  $50,000 

Jennings    "  "       50,000 

Knox  "  "       200,000 

Daviess      "  "       30,000 

City  of  St.  Louis 500,000 

Individuals 620,000 


$1,450,000 
In  addition,  the  city  of  Cincinnati  loaned  its 
credit  to  the  company  to  the  amount  of  $600,000, 
which  constituted  \he  first  lien  upon  the  road. 

The  contractors  stock  added  to  the  aiiiove  would 
■  make  $4,950,000  of  stock. 

The  contractors  stock  may  have  been  issued, 
but  it  by  no  means  follows  that  anything  has  been 
paid  in  upon  it.  It  may  represent  profiis,  instead 
of  showing  that  anything  has  gone  into  the  trea- 
sury of  the  company.  Such  would  be  the  infer- 
ence from  the  present  estimated  cost  of  the  road, 
which  appears  to  be  very  large  for  a  -iiew  western 
road,  and  which  is  out  of  proportion  to  that  of 
other  roads  in  similar  circumstances.  A  cost  of 
$12,300,000  gives  an  average  cost  of  about  $37,- 
000  per  mile,  or  nearly  double  what  western  roads 
are  usually  opened  for.  The  f  ntire  funded  debt 
will  average  about  $19,000  to  the  mile,  which  is  a 
much  larger  indebtedness  than  is  usually  created 
by  western  roads,  especially  before  they  are  open- 
ed. 

It  would  be  interesting  to  know  what  amount 
in  cash  has  been  actually  paid  in  on  the  stock  of 
the  company,  and  why  the  cost  of  the  road  so 
much  exceeds  that  of  the  other  western  works! 
The  statements  put  forth  by  this  company  are  too 
indefinite  to  throw  any  satisfactory  light  upon  the 
real  state  of  their  afiairs. 


himself,  when  directed  to  take  the  census  of  a ' 
flock  of  pigs,  as  illustrative  of  a  peculiarity  of  our 
friend  of  the  Railroad  Record.  The  aforesaid 
deputy  represented  that  it  was  impossible  to  count 
the  flock  ;  that  he  could  count  all  but  one ;  a  little 
speckled  fellow  that  hopped  about  so  briskly  that 
he  could^not  be  counted ;  so  he  gave  up  in  dispair. 
The  Record  is  equally  frisky  and  uncertain  in 
its  essays  to  answer  certain  strictures  of  our  own, 
upon  a  recent  article  in  that  paper,  which  stated, 
that,  were  eight  parallel  railroads,  running  north 
and  south,  between  the  Scioto  and  the  Indiana 
State  Line,  constructed,  they  would  each  earn ^f  en 
per  cent,  net,  upon  their  cost ;  and  secondly,  that 
first  class  double  track  railroads,  fully  equipped, 
could  be  bnilt  in  the  West,  at  a  cost  not  exceeding 
$35,000  per  mile.  These  statements,  we  thought, 
were  very  absurd,  and  pointed  out  their  utter  fal- 
lacy. Wc  have  no  doubt,  the  Record,  on  a  more 
mature  reflection,  agrees  with  us,  as  in  its  subse- 
quent comments  upon  our  str  ictures,  it  does  not 
attempt  to  repeat  its  first  statements,  much  less, 
to  sustain  them.  It  attempts,  however,  to  divert 
the  argument  from  the  true  issue  by  a  mess  of 
verbiage,  which  ffeally  means  nothing,  such  as  that 
we  wish  to  dictate  to  the  people  of  the  West  as  to 
the  extent  to  which  they  shall  construct  railroads, 
and  as  to  the  policy  they  shall  pursue  in  granting 
charters,  etc.,  etc.  We  do  not  wish  to  engage  in 
a  warfare  of  mere  loquacity,  and  must  decline  to 
pursue  the  matter,  till  the  Record  shall  answer 
categorically,  whether  it  really  believes,  that  were 
eight  railroads  constructed  between  the  Scioto  and 
Indiana  State  Line,  they  would  each  earn  ten  per 
'  cent,  net,  upon  their  cost ;  and  also,  whether  it 
thinks  that  first  class,  double  track  railroads,  fully 
equipped,  can  be  built  in  the  West,  at  a  cost  not 
exceeding  $35,000  per  mile.  This  is  the  issue  we 
make  with  the  Record.  We  take  the  negative. 
When  the  Record  makes,  or  attempts  to  make, 
out  a  case  in  the  affirmative,  we  may  add  some- 
thing. Till  then,  there  is  no  controversy  between 
us. 


c'udes  considerable  earth  and  rock  cutting.  j 

Testing  of  Steam  Gances. 

S.  J.  Hayes,  Esq.,  M;ister  of  Machinery  of  tlic 
Baltimore  and  Ohio  road,  has  arranged  a  mercu- 
rial gauge  at  the  Mount  Clare  Shop,  at  Baltimore, 
for  the  purpose  of  testing,  and  correcting,  the 
Ashcroft  Steam  Gauges,  with  which  the  greatest 
part  of  the  engines  of  the  company  are  provided. 
It  is  a  very  long  syphon,  long  enough,  and  con- 
taining enough  mercury,  to  indicate  a  pressure 
(created  by  a  force-pump)  of  160  pounds  to  the 
square  inch. 

This  tube,  and  the  steam  gauge  under  trial, 
being  both  connected  to  the  chamber  of  the  forc- 
ing apparatus,  the  action  of  both  is  readily  com- 
pared. 

The  whole  apparatus  is  simple  and  cheap,  and 
of  immense  value  in  correcting  those  "  barometers 
of  power,"  upon  the  accuracy  of  which  the  safety 
of  a  train  depends  nearly  as  much  as  upon  that 
of  the  standard  lime. 


St.  Iioals  and  Iron  Alonntaln  Railroad. 

The  St.  Louis  and  Iron  Mountain  Railroad  is 
intended  to  make  a  direct  railroad  communication 
between  the  City  of  St.  Louis  and  the  Iron  Moun- 
tain and  Pilot  Knob  Mountain — the  former  being 
about  82  and  the  latter  87  miles  from  the  city. 
Iron  works  are  already  established  at  both  moun- 
tains, and  there  is  a  plank  road  42  miles  in  length 
connecting  the  Iron  Mountain  with  the  Mississippi 
river  at  St.  Genevieve,  below  St.  Louis.  The  sup- 
ply of  ore  at  this  point  is  literally  inexhausible. 

It  is  easily  obtained,  and  remarkably  pure  and 
rich.  At  various  points  ores  of  different  character, 
valuable  for  various  purposes  occur.  The  thorough 
development  of  these  was  a  primary  object  in  the 
organization  of  the  railroad  company,  though 
their  ultimate  design  is  to  extend  the  road  south- 
ward forming  part  of  a  direct  line  between  St. 
Louis  and  New  Orleans  ;  and,  in  connection  with 
other  lines  northward  a  route  to  Fond  du  Lac. 

The  Company  is  strong,  having  now  a  subscrip- 
tion of  about  two  and  a  quarter  millioos— ioclud- 


Valves  of  LiOcontotiTCS. 

On  the  23d  inst.,  a  freight  train  on  the  Hudson 
River  Railroad  ran  into  another,  because  the  en- 
gineer was  unable  to  reverse  his  engine,  by  the 
great  pressure  on  the  slide  va'ves.  Balance  valvei 
are  wanted  for  our  locomotives.  One  man  was 
killed,  and  another  severely  injured. — Scientific 
American. 

In  justice  to  the  builders  and  oi>crators  of  the 
engine  referred  to,  it  .should  be  said  that  tbo 
above  is  no  explanation  at  all.  One  move  of  the 
"  throttle"  would  have  rcmored  all  pressure  upon 
the  valves.  Very  few  engineers  reverse  with  steam 
on  the  valves.  We  should  be  much  pleased  to 
see  a  practicable  balance  valve,  but  at  present 
we  think  the  only  means  of  reducing  the  friction 
is  to  use  smaller  valves  with  double  openings. 

Chilled  Boxes  and  Steel  Jonrnals  for  Rail- 
road Axles. 

Our  mechanical  readers  may  not  all  be  aware 
that  the  Baltimore  and  Ohio  road  use  chilled  cast 
iron  boxes  and  steel  plated  journals  on  all  of  their 
freight  and  coal  cars.  Such  has  long  been  their 
practice,  and  it  is  now  used  on  an  equipment  num- 
bering nearly  4000  cars,  while  the  oflicers  iu 
charge,  state,  that  they  give  it  a  preferen^x  over 
any  other  pattern  of  box  in  use,  on  any  road. 

The  chilled  box  is  ground  out  to  form  a  smooth 
bearing,  when  if  well  fitted  to  the  pedestal  block, 
it  will  run  for  a  great  length  of  time.  If  not  fit- 
ted well  to  the  pedestal,  the  box  will  be  strained 
and  will  most  likely  break,  doing  no  further  harm 
tkan  injury  to  tlie  journal  of  the  axle.  But  by 
careful  fitting,  it  permits  of  a  vast  saving  in  the 
labor  of  replacing  boxes  and  in  the  cost  of  tha 
material,  the  latter  being  but  one-tenth  as  much 
with  iron  as  with  brass. 

The  journals  are  cased  with  sheet  steel  of  good 
thickness,  whereby  they  are  rendered  as  durable 
as  the  boxes. 

Two  young  gentlemen  in  the  employ  of  the 
company,  have  applied  for  a  patent  for  casting 
chilled  iron  frogs.  On  one  already  made,  eight 
months  use  in  a  crowded  part  of  the  line  near 
Baltimore,  has  neither  worn  nor  broken  it.    Its 
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adoption  will  doubtless  save  the  coinpany  much 
money. 
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SaCnrdajr*  Hareli  18,  1854. 


Back  Xnmbers  of  the  Journal. 

Those  who  wish  back  numbers  of  the  Jo  urn  ai, 
for  binding  arc  requested  to  order  them  at  once, 
as  we  shall  be  able  to  supply  them  but  a  few 
weeks  longer.  .  ,•  c  • 

We  can  furnish  Buu.nd  Vollmes  for  any  or  all 
years  complete  since  1831 — price  $5— per  year. 

Our  Railway  Map  in  sheets  will  be  sent  by  mail 
to  any  address  on  the  receipt  of  SI  00— price  on 
rollers  S2.00. 

We  have  a  few  copies  of  Mr.  Joh.nson's  valua- 
ble work  on  the  Northern  route  to  the  Pacific — 
price  by  mail  $1 — with  maps. 


stock  anrt  Money  Market. 

We  are  not  able  to  report  so  favorably  upon 
the  condition  of  the  share  and  money  market  as 
last  week.  For  some  days  past  there  has  been 
an  increasing  stringency  in  the  latter,  which  exert- 
ed a  depressing  eflect  upon  securities  of  all  kinds. 
Nearly  the  whole  list  shows  a  marked  decline. 
The  bank  statement,  for  the  week  ending  March 
11,  is  unfavorable.  The  receipts  of  gold  from  Cal- 
ifornia have  fallen  off,  (owing  undoubtedly  to  tem- 
porary causes.)  To  these  depressing  causes,  is  to 
be  added  the  foreign  news,  which  indicate  an  Eu- 
ropean war  to  be  inevitable.  The  times  are  evi- 
dently "  out  of  joint,"  and  the  cure  must  be  effect- 
ed by  curtailing  expenditures  to  the  means  of  our 
people.  This  healthy  process  is  now  going  on  to 
a  considerable  extent,  and  may  have  to  be  carried 
still  further. 

The  following  is   the  bank   statement,  for   the 
freek  endii^g  March  11  : 
.    '^  March  11. 

Loans .-. .  t94,729,09l 

Specie 9,832,483 

Deposits 60,226,582 

Oirculatioii 9,137,555 

The  Erie  Railroad  Company  have  declared  a 
dividend,  from  6  months  earnings  of  the  road,  of 
3)^  per  cent.,  payable  April  1st.  The  Treasurer 
of  this  company  has  resigned  and  his  place  had 
been  filled  by  Daniel  Drew,  Esq.      .■:-.•;.  V:  •'  , 


March  4. 

S94,o58,121 

10,560,400 

61,975,675 

8,209,830 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesdof — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


Vt. 
II 


Atlantic  and  9t.  Lawrence.  ..Maine. 

Androscoggin  and  Kennebec..  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. ,  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H, 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord ....  " 

SuUivan " 

Connecticut  and  Passumpsic 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taooton. . .  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma.«aachu8etts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R 

Providence  and  Worcester.. .  " 

Canal Conn 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill. .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Nangatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigna  and  Elmira 

Cayuga  and  Suscjuehanna 

Erie,  (New  York  and  Erie). . . 

Hudson  River 

Harlem 


I. 


N.  Y 


Long  Island 

New  York  Central 

Ogdensburgh  (Northern). 


McmpIiU  anil  Ohio  Rallroatl. 

This  has  been  familiarly  known  as  the  Memphis 
and  Louisville  Railroad ;  or  by  the  charter,  as  the  \ 
Nashville  and  Memphis  Railroad.     The   chailer 
has   been   amended,   and    it   is   now   called    the 
"  Memphis  and  Ohio  Railroad."     It  has  State  aid 

to  Paris,  125   miles  from  Memphis.     Paris   is  the  ,  Oswego  and  Syracuse, 
point  of  intersection  for   the  Louisville  Air   Line  |  Pla^tsburg  and  Montreal. 
Road,  and  for  the  roads  leading  from  Big  Sandy,  I  Rensselaer  and  Saratoga. 
Lexington,  Bowlinggreen,  Clarksville,  etc. 

The  main  line  from  Memphis  to  Paris,  therefore 
may  soon  have  two  very  important  feeders,  one 
from  the  eastern  cities,  of  the  shortest  and  most 


Rutland  and  Washington " 

Saratoga  and  WashingtoD. ...  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 


;,  direct  route;  the  other  from  the  Ohio  valley  And  i  M^rl^and V^ex ^^ 
the  lakes,  direct.     Sixty  miles  will  be  let  to  plan- 
ters  this  spring,  as  they  are  resolved  to  prepare 

^   the  road  for  the  iron,  themselves. 

The  lin-i  from  Memphis  t»  Paris  passes 
tbroujb  A  v«ry  rich  ag rlculturAl  region,  ft«d  ())() 
|»«»\)i#  woM()^  in  \m  wm  1)40,000,000, 


N.J. 
« 


New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . ,      " 
j  PbU*delpbU  and  Re*ding. ...      « 


o 


150 
56 
72 
51 
20 
93 
35 
54 
82 
24 
16 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
53 
69 
28 
52 
75 
42 
66 
20 
26 
45 
12 
77 
46 
156 
50 
40 
45 
72 
110 
60 
66 
61 
62 
66 
54 
91 
132 
69 
60 
47 
35 
464 
144 
130 
95 
604 
118 
86 
28 
26 
60 
41 
82 
39 
96 
66 
46 
81 
68 
66 
20 
36 
96 

eg 


.s 

-s 


1,638,100 

809,878 

962,621 

1,366,500 

286,747 

1,649,278 

1,486,000 

2,078,626 

8,016,684 

717,643 

600,000 


T 


o 

I 
1 

Cm 


2,978,700 
1,016,600 
29/ ,80 
123,884 
341,100 
622,200 
none. 
720,900 


9 


% 

H 


I 


none. 


1,097,600 
2,486,000 
8,500,000 
1,600,000 
892,000 


660,000 
2,429,100 
3,500,000 

7(>o',66b 


1,830,000 
4,076,974 
3,160,390 
4,600,000 

421,296 
1,691,100 
2,860,000 
1,060,000 
8,640,000 

600,000 

647,016 
1,964,070 

260,000 
2,140,536 
1,134,000 


6,150,000  5,319,520 

467,700 

1,467,6001  300,000 

922,600   600,000 

2,360,000   800,000 


658,861 
8,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,636 


150,000 
890,000 
426,000 
171,800 
193,600 
500,000 
none. 
112,305 
none. 
819,743 
282,300 
none 
1,001,600 
171,210 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,660,000 


6,160,278 
2,064,468 
2,614,067 
1,459,384 
713,606 
2,640,217 
1,486,000 
3,002,094 


661,214 
1,400,000 

673,600 

1,746,616 

5,677,467 

12,000,000 

1,600,000 


1,996,249 
4,092,927 
3,546,214 
4,846,967 

633,906 
1,801,946 
3,120,391 
1,050,000 
3,623,073 

620,476 
1,246,927 
2,293,634 

307,136 
3,203,333 
1,321,945 
9,963,769 


872,000 


426,609   682,400 
687,000   400,000 
10,000,00*24,003,866  33,070,863 
3,740,5161  7, 046,396!  10,627 ,664 


1,791,999 
1,400,000 
3,160,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 

1,380,610 
2,596,488 
2,560,600 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 


4,726,260 

1,876,148 

23,086,600 

1,679,969 

860,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,986 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 


977,463 

516,2461 

10,773,823 

2,969,760 

201,600 

181,000 

26,000 

400,000 

940,000 

100,000 

700,000 

660,000 

'128,660 

476,000 

1,600,000 

13,000 

VlV.a27 


6,102,936 

2,446,391 

33,869,423 

6,133,834 

607,803 

349,776 

774,496 

1,260,000 

1,832,946' 

329,677 

1,043,367 

1,698,711 

4,327,49<; 

1,220,325 

8,245,720 

2,379,880 

1,266,143 

760,000 

1,702,628 


.5  ** 


264,743 
140,561 
168,114 
208,669 
28,946 
160,638 
305,806 
287,768 
328,782 


132,645 


496,397 


Leased  to 
Recently 


the  Vt.  Clent. 


opened. 


388,108 
669,001 
469,656 
768,819 

60,743 
229,004 
488,793 
229,446 
574,674 
164,230 

67,251 
374,897 
137,406 
218,679 
162,109 
1,525,224 
240,572 
291,417 


689,529 
329,041 
69,629 
114,410 
806,713 

•  •••  •••• 

Recently 

267,661 

Recently 


Recently 


<S 


hi 


o 

9) 


113,620  none 
80,053  none 

100,662'none 

6 

ll,266|noite 
79,669  none 

141,836  8 
55,266 

163,075 


.a 

GQ 

O 

I 


51,613 


266,689 


6 

6 

6 

8 

none 
none 
none 
none 


130,881 
338,216 
227,434 
331,296 

30,056 

72,028 
241,017 

99,689 
232,787 

43,950 

23,416:none 
122,816:  none 

24,399  8 

18, 648,  none 

66,90q  4 
746,736'  7 
110,892 
120,892 


none 
none 

7 

7 

6 

7 

2 

6 

7 

8 

6 

7 


294,269 
168,902 


428,178 

opened. 

116,966 
opened. 


opened. 


76,760 
74,241 


39,360 
23,496 


6 

4 
10 

none 
none 


7 

8 
none 

4 

none 
none 


4,318,9621,800,181 


1,063,669 
681,445 
205,068 


d,6M,8S2;10,427 ,800 17,141,987 

6,ooo.ooo'>  3,909,106:  e.oe7,98«'  mm'  Mije^i « 


480,187 
90,616 

Recently 
218,078 

Recently 
173,646 

Recently 

Recently 
226,152 

1,5188,386 
149,941 
608,942 
260,899 
118,617 

Recently 
266,827 

2,4Sd,626 


none 
none 

7 
none 

4 
44,070l"one 


338,783 
324,494 


196,847 
48,609 
opened. 

96,737 
opened 

135,017 

opened 

opened 

116,706 

478,413 

79,262 


80 

41 

981 

24 

82 

110 
36 
69 
91 

109 

•  •  •  • 

21 
26 

9* 
18 
921 


91 

1021 
84 

lOOi 
40 
56 
88 
99 
90 

117 
68 
991 

•  •  •  • 

22i 
69 
97 
71 
69 
66 
129 


39 
lOOi 

40 
68 

•  •  •  • 

66 
130 


68 

•  •  «  • 

79i 
674 
66i 
84 
lOei 
26 
70 


none 


noat 

none 
8 
10 

7 


80 
88 

•  •  •  • 

96 
148 


816,269 10  1181 
124,740  8   .... 
76,890  6 

opened.  . . < 
106.320  8 

1,261.987  T 


126 

!  66 

;  in 
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Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wedrusday 


a  par  valuation  0/SIOO. 


NAME  OF  COMPANY. 


■.«'«'>4 


S 


Ky. 


Ohio. 


191 

211 

101 

71 

60 

55 

93 

83 

88 

60 

80 

126 

38 

29 

65 


•a 


4 


Pennsylvania  Central Penn.  260 

Philadelphia  and  Trenton "       80 

Pennsylvania  Coal  Go "       47 

Baltimore  and  Ohio Md.   881 

Washington  bruicl^ "       38 

Baltimore  and  Susquehanna..     "       57 

Alexandria  and  Orange Va.     65 

Manassas  Gap '  "       27 

Petersburgh "       64 

Richmond  and  Danville "       73 

Richmond  and  Petersburgh..     "       22 

Rich.,  Fred,  and  Potomac "       76 

South  Side "       62 

Virginia  Central "      107 

Virginia  and  Tennessee "       73 

Winchester  and  Potomac "       32 

Wilmington  and  Raleigh N  .C.  161 

Charlotte  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "      140 

South  Carolina "     242 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

MuBcogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga 
Covington  and  Lexington . 
Frankfortf  and  Lexington. . 
Louisville  and  Franltfort . . 
Maysville  and  Lexington. . 
Cleveland  and  Pitlsburgh . 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

HUlsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana "     !  , . 

Scioto  and  Hocking  Valley .. .  "       44 

Xenia  smd  Columbus "       64 

Evansville  and  Illinois Ind.  |  81 

Indiana  Central •'      ... 

Indiana  Northern "      131 

Indianapolis  and  Bellefontaine  "       88 

Indianopolis  and  Cincinnati . .  "     '90 

Lafayette  and  Indianapolis. . .  "       62 

Madison,  Indianapolis  A  Peru  "     1 

Peru  and  Indianapolis "     , 

Terre  Haute  «id  Indi«iapoli8  "       72; 

Rock  Island  and  Chicago 

Chicago  and  Mississippi 

lUinois  Central 

Galena  and  Chicago "     .92 

Michigan  Southern  and  Ind.  N.Mlcb,  816 

MI(rt^g»o  Central ,„,,,  «    jgj 


9,768,155 


13.118,902 
1,650,000 


769,000 
1,372,324 

686,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,23! 
3,858,840 


3,600,000 
4,000,000 
1,013,088 


686,887 


100 
147 
95 
135 
46 
61 
60 


40 
20 
86 
81 
87 
84 

i67 
67 


1187 


776,269 
879,868 
688,611 


835,000 
2,093,814 
1,430,160 

367,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 
"  8 10,660 


9) 

a 

3 

(k4 


6,000,000 


6,677,103 


2  S 

°  s. 


13,600,000 


173,867 
200,000 

"  563,666 
040,000 
469,150 
707,958 
120,000 

1,134,698 


300,000 
3,000,000 


418,187 

1,214 

163,000 


22,254,338 
1,650,000 


1,943,827 


be  1 

*>  S 


617,626 


o 


B 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215; 
3,545,256' 
416,632 
2,965,674 


2,033,420 
348,622 
413,673 


798,193!  7 
216,237  8 
162,636i . . . 


227,593 


In  prog. 

7,002,396 
In  prog. 

3,465,879 


122,861 
264,376 

62,762 
210,052 
100,268 

89,776 
610,038 


72,370!  7 


1,000,717 


74,113  none 
113,256i  7 


99,077;  10 

42,736  none 

12 

163,898'  6 


609,711!  7 


150,000 
'406,600 


541,000 
850,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 
660'666 


2,668,402 

900,000 

2,887,200 


1,760,700 


750,000 
1,291,000 


1,128,486 


2,647,700 


111. 


186 


682,387 


2,400,000 


482,000 
1,000,000 
1,767,000 


1,277,334 
In  prog. 

748,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


986,074 
934,424 
278,739 
59,590 
129,396 


536,608  8 
456,468  7»-^ 
149,960  9 

21,731  ... 

71,535  8 


173.542 


In  prog. 
In  prog. 
In  prog. 

584,9021  87,421   44,260 


76,079;  8 


In  prog.   

3,279,908  432,682 


267,278i  10 


IS 

u 

•c 


97 


1021 
58 


77 

70 

40 

100 


60 

98 


126 


115 

ioi' 


63 
80 


3,655,000  777,793  483,45412 
2,000,000: 


2,659,6531  321,793 

In  prog.      

925,000 'Recently 
In  prog.      


45 
91 

99J 


121 
65 


200,967  j... 
opened. 


2,450,000 


800,000 
300,000 


1,289,000 
1,241,366 
*663,ic6 


352,138 


In  prog.      

3,169,733    667,559 

1,855,000' 

4,110,148'   540,518     113,401 
In  prog.      


10 


102i 
62 
75 


66 


1091 


Recently  opened. 

In  prog.     I 

"  Recently  opened. 

1,257,714     317,000:    158,500    10 

In  prog.         237,6061 


77i 
79 


1107 


II 


771 


4,000,000 


Recently  opened.    ! . . . . 
1 ,869,932  Recently  opened.    : . . . . 

' opened.     

2,400,000    516,414;   268,075   10 

In  prog I 

1,863,019    106,944:      71,4461  4 


87 
76 


4,600,000 


1,932;861  500,000;ln  prog.        478,548    286,152... 

2,800,000  3,741,564'  7,270.6161,200.922:    688.929    17 

4,866,700!  8,977,663!  8,618.5001,146,698*   6816,816     8 

J, 000,000)  Qont,    jlnj^rogwiR'offnttfiojwftwl,,.. 


70 

65 

108 


118 
118 

• j tt»» 


CoiisolldatioB  of  tile  CiarlniiatI   anil   nnrl- 
etia  and  Clnclnnail^nd  Hlllaboro  Road«> 

The  contract  of  union  between  these  roads  has 
been  entered  into  by  both  Boards  of  Directors, 
and  ratified  on  the  part  of  the  stockholders  of  both 
companies  by  a  nearly  unanimous  vote.  It  pro- 
vides for  the  construction  of  two  first  class  roads 
between  Blanchester,  in  Clinton  County,  and  some 
point,  yet  to  be  determined,  between  Athens,  in 
Athens  County,  and  Jackson,  in  Jackson  County. 
The  Marietta  Company  take  $260,000  of  the  stock 
of  the  Hillsboro  Company,  and  guarantee  the 
construction  of  the  Eastern  connection  with  the 
North  Western  Virginia  road,  upon  such  route  as 
may  be  agreed  by  bolh  Boards  of  Directors.  Thns 
the  constraction  of  the  entire  line  between  Love- 
litnd,  on  the  line  of  the  Little  Miami  road,  and  the 
Ohio  river  at  Parkcrsbui^,  is  secured. 

The  two  roads  are  to  be  run  as  one  interest,  the 
working  expenses  of  both  being  paid  oot  of  the 
gross  (Hrniiigs  of  both  companies  ;  the  construc- 
tion accounts  to  bo  kept  separate  as  before.  Equal 
per  cent,  dividends  on  both  stocks  ate  to  be  de- 
clared out  of  the  sum  of  the  net  t'arninga  of  both 
roads. 

From  February  1st,  1854,  the  stock  of  both 
companies  will  bear  an  interest  of  8  i»er  cent.,  pay- 
able in  stock,  until  both  compnnit  s  shall  decide  to 
pay  cash  dividends.  '_ 

AH  financial  resources  of  each  company,  except 
those  derived  from  working  the  road,  are  to  be 
applied  to  the  construction  and  completion  of 
their  respective  lines. 

The  consolidation  of  the  above  companies,  pro- 
viding for  one  road  through  Southern  Ohio,  must 
have  a  most  favorable  effect  upon  the  value  of 
their  securities. 


O'tiiirc  qvestioa  aettled. 

We  learn  that  the  contested  question  of  (^ange 
of  gauge,  of  the  Indianapolis  and  Bellefontaine 
Railroad,  upon  wliich  Iho  Columbus,  Piqua, 
and  Indiana  Company  had  obtained  an  injunction 
in  the  Circuit  Court  of  the  United  States  for  the 
district  of  Indiana,  h.is  been  amically  arranged 
by  the  Companies  interested,  and  the  gauge  of  the 
Indianapolis  and  Bellefontaine  road,  is  now  being 
expended  to  Indianapolis  on  the  4  feet  10  inch, 
Ohio  gauge.  This  completes  the  through  line  from 
Cle.veland  to  Indianapolis  280  miles,  on  the  same 
gauge,  and  as  the  Evansville,  Indianapolis  and 
Cleveland  straight  line,  is  to  b«  built  on  the  Ohio 
gauge,  the  line  will,  no  doubt,  be  extended  by  an 
arrangement  between  the  Companies  to  Evansville, 
making  a  continuous  line  of  the  same  gauge, 
avoiding  reshipraents,  of  430  miles,  connecting 
Lake  Erie  at  Cleveland,  with  the  Ohio  River  at 
Evansville,  through  the  Capital  of  the  State  of 
Indiana. 


Toledo  and  Illluol*,  Lake  Erle«  W^abaali  and 
Toledo  Railroad. 

In  another  column  will  be  found  the  late  report 
of  the  above  companies,  (whose  road  will  make 
one  line,)  which  present  in  detail,  their  financial 
condition,  the  state  of  work  upon  their  line,  the 
relations  and  business  prespects  of  the  road,  etc., 
etc.  We  have  recently  expressed  a  favorable 
opinion  of  the  business  capabilities  of  the  route 
of  the  above  road.     We  believe  the  result  will 

Ailly  joitlfy  lb«  view  cont«tqed  In  tho  report  r9* 
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Position  ami  Progress  of  St  Louis. 

Youth  is  ever  progressive,  but  differeut  consti- 
tutions attain  to  diftereut  developments  upon 
their  ultimate  maturity.  The  growth  of  communi- 
tie«  as  well|as  of  itidividuals,  is  limited  by  a  natural 
and  phy^icaI  constitution.  The  west  enjoys  a  ra- 
pid and  unceasing  growth,  because  its  resources 
are  comparatively  untouched,  and  it  possesses  all 
the  elements  and  attributes  of  youth.  The  easlhas 
attained  an  important  grow  Ui  from  a  similarcause 
but  ili*  present  progress  is  more  the  inertia  of  mo- 
tion than  that  which  overcomes  the  inertia  of  rest. 
The  East  has  not  the  expansive  capacity  of  the 
west,  and  mucheveu  of  its  prescntgrowth  is  the  re- 
sult of  its  position  as  the  manufacturer,  forwarder 
and  commission  merchant  of  the  West.  But  for 
this  fact  the  advance  of  the  East  would  be  more 
nearly  with  the  natural  increa.se  of  population. 

The  support  of  communities  depending,  chiefly 
on  the  abundance  of  natural  production,  and  the 
cheapness  of  the  labor  necessary  for  its  conversion, 
it  is  at  once  seen  that  the  West  contains  the  resour- 
ces necessary  to  the  support  of  a  vast  population. 
Its  territory  is  great  in  extent  and  most  productive 
in  its  character.  It  supplies  food,  fuel,  all  the 
materials  for  building,  and  many  of  those  which 
are  the  basis  of  important  manufactures.  In  min- 
erals, the  greatelements  of  industry  and  wealth,  the 
west  is  especially  productive.  The  natural  chan- 
nels of  communication  are  also  in  keeping  with  its 
character  in  other  respects.  In  the  East,  where 
the  country  is  broken,  the  rivers  are  short,  jvnd 
often  obstructed  by  falls  and  rocks.  The  inter- 
vening ridges  also  interrupt  communication,  besides 
reducing  the  productive  area.  In  the  west,  on  the 
contrary,  the  rivers  and  lakes  are  of  great  extent 
and  generally  well  adapted  for  navigation,  while 
the  intejvening  country  is  available  throughout  for 
productive  purposes. 

In  few  parts  of  the  West  are  the  elements  of 
agricultural,  animal,  and  mineral  wealth  better 
combined,  and  in  no  place  better  accommodated 
with  natural  channels  of  reception  and  distribution, 
than  at  St.  Louis.  Besides  the  resources  abundant 
in  its  immediate  vicinity,  it  commands  by  a  cheap 
navigation,  all  those  of  the  Upper  Missiisippi, 
Missouri,  and  Illinois  rivers,  near  the  common 
junction  of  which  it  is  situated,  while  the  Lower 
Mississippi  forms  a  common  outlet  for  all  of  its 
trade  seeking  a  southern  channel.  These  natural 
routes  have  establislied  St.  Louis  and  have  already 
given  it  a  population  of  over  100,000  inhabitants, 
and  a  valuation  of  real  estate  alone  of  over  forty 
millions  of  dollars  They  have  employed  a  ton- 
nage, belonging  to  St.  Louis,  which  now  amonnts 
to  37,000  tons.  The  imports  for  the  present  year 
will  amount  to  SI, 000 ,000,  while  the  materials  ©f 
the  commerce  of  the  city  for  the  year  just  past, 
were  valued  at  $100,000,000. 

It  is  not,  however,  the  amount  of  the  population 
and  wealth  of  St.  Louis,  which  engages  our  atten 
tion,  but  the  rapiditij  of  its  increase.  The  history 
of  the  place  is  most  recent.  In  1840  the  popula- 
tion was  little  more  than  16,000,  since  which  peri- 
od it  has  increased  to  more  thaii  six  tivus  that 
amount.  The  population  and  valuation  of  the  city 
have  doubled  since  1848. 

i  The  elements  of  the  future  growth  of  the  trade 
of  St.  Louis,  are  the  productive  capacity  of  the 
tributary  country,  most  of  which  is  comparatively 
unopened  and  unsettled,  and  in  the  additional 


means  of  communication  to  be  attbrded  by  Rail- 
roads. The  productive  capacity  of  the  adjoining 
and  tributary  country  could  not  be  estimated  with 
any  reference  to  its  results  on  the  growth  of  St. 
Louis,  but  it  may  he  said  to  exceed  that  of  any 
other  portion  of  the  West  in  extent  and  variety. 
Most  of  the  j)ro<luctioiis  of  this  section  of  country 
also  serve  as  the  basis  of  the  most  important 
manufactures.  Nearly  half  a  million  barrels  of 
flour  are  already  manufactured  annually  in  St. 
Louis,  while  its  lumber,  sugar,  starch,  soap,  beer, 
and  wooden  ware  factories  have  established  a  bu- 
siness of  great  extent,  and  such  as  must  increase 
beyond  all  calculation. 

The  principal  manufactures  of  St.  Louis  must 
soon,  however,  bo  those  of  the  minerals  at  her 
command.  Her  mineral  resources  are  unsurpassed 
in  the  world,  for  extent  and  purity.  Within  eighty 
miles  of  the  city,  the  Iron  Mountain  and  Pilot  Knob 
contain  over  400  millions  of  tons  of  iron,  above 
the  general  surface  of  the  plain  in  which  they  are 
situated.  For  ductility  and  cohesion,  this  iron  is 
of  extraordinary  quality,  while  its  deposits  are  of 
singular  purity.  The  coal,  necessary  for  its  con- 
version, is  also  near  at  hand,  in  unlimited  quanti- 
ties. The  manufacture  of  iron  has  already  com- 
menced at  St.  Louis,  one  mill  turning  out  about 
6,000  tons  of  bar  and  sheet  iron,  chairs  and  spikes, 
per  annum.  In  view  of  the  demand  for  railroad 
iron,  it  is  evident  that  this  manufacture  is  destined 
■to  be  increased  to  an  extent  surpassed  by  no  other 
city  in  the  Union.  Engines  and  boilers,  locomo- 
tives, mills,  machinery  of  most  kuids,  stoves  and 
hardware,  arc  already  manufactured  at  St.  Louis 
in  large  quantities.  One  establishment  alone,  is 
expected  to  turn  out  30,000  stoves  during  the 
present  year. 

Manufactures  of  lead,  to  which  mineral  St. 
Louis  has  extremely  good  access,  have  bten  com- 
menced on  a  large  scale,  and  large  quantities, 
(^nearly  t<'n  millions  of  pounds,)  of  bar  and  sheet 
lead,  lead  pipe,  and  shot  are  annually  produced. 

With  all  of  these  elements  of  wealth,  and  a  po- 
sition, the  value  of  which  is  indicated  iu  the 
growth  of  the  city  up  to  this  time,  what  doubt 
can  there  be  that  long  and  numerous  lines  of  rail- 
roads will  sustain  themselves  in  carr^Mng  and  giv- 
ing direction  to  the  trade  of  St.  Louis  1  Important 
lines  are  already  opened,  or  in  progress,  to  the 
East  and  North-East,  while  forty  miles  of  the 
Pacific  road  are  also  iu'operation  toward  the  West- 
ern boundary  of  the  State.  But  none  of  these 
have  been  enabled,  in  so  short  a  time,  to  influence 
the  trade  of  the  city  to  the  extent  that  another 
year  will  show.  The  present  wants  of  the  city  in 
the  respect  of  railroad  accommodations,  are  prin- 
cipally those  projected  within  the  State  of  Missou- 
ri. The  great  need  of  these  is  in  the  control  they 
would  give  over  the  selection  of  the  Pacific  route" 
and  especially  in  the  development  of  the  resour- 
ces of  the  State,  the  best  part  of  which  must  re- 
main, if  without  them,  practically  inaccessible. 
The  ore  from  the  Iron  Mountain  can  be  brought 
by  railroad  to  St.  Louis,  as  cheap  as  coal  can  be 
transported  on  the  Reading  Railroad,  or  at  about 
one  dollar  per  ton.  Without  the  railroad,  this 
mineral  would  not  allow  St.  Louis  to  compete  suc- 
cessfully with  other  points  in  the  manufacture  of 
iron,  while  with  it,  the  door  is  open  for  her  certain 
success  in  this  important  branch  of  business. 

As  St.  Louis,  by  her  position,  commands  all  of 


the  trade  of  her  own  State,  as  well  as  of  portions 
of  adjoining  8tate.><,  she  has  every  inducement  to 
extend  her  railroads  to  make  that  position  availa- 
ble. The  safety  of  capital  invested  in  such  works, 
or  of  securities  which  their  construction  will 
create,  will  be  based  upon  the  general  considera- 
tions which  have  been  given  of  the  business  to  be 
developed  and  carried  to  St.  Louis. 
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Freight  Tarlir  of  tlie  Baltimore   apd    Ohio 
Railroad. 

For  comparison  with  the  freight  tariff  of  the 
Erie  Railroad,  published  in  our  last  number,  we 
subjoin  the  freight  charges  upon  the  Baltimore 
and  Ohio  road,  as  adopted  since  October  Ist, 
1853. 

Rates    between    Baltimore  and    the  principal 
freight  stations,  per*  100  lbs. : 
First  class.  Second  class.  Third  class.  Fourth  class. 

S."     3 
^     i 

Ellicott's  Mills,  15  miles. 
G6  44  33  38 

Frederick,  62  miles. 
24    20  19    16  15     13  12    10^- 

Harper's  Ferry,  82  miles. 
31    25  23    18         19    15  16    13 

Martinsburg,  101  miles. 
37    28  28    21  22    18  19    15 

Cumberland,  179  miles.  :., 

50    35  36    25  32    23  30    20.?' 

Piedmont,  207  miles.  \ 

66    40  40    29         36    26  33    23   ' 

Independence,  267  miles. 

(The  60  miles  between  this  and  Piedmont  is 
mostly  on  116  feet  grades.) 

77    62  62    49  63    43  44    34 

Fetterman,  282  miles. 
81     66  66    52  56    46  46     36 

Wheeling,  380  miles. 
90    76  75     60  65    60  60    40 

Rates  between  Wheeling  and  the  principal  sta- 
tions, per  100  lbs. : 
First  class.  Second  class.  Third  class.  Fourth  class. 
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Fetterman,  98  miles. 
36    28  27     21  23     18  19    14 

Independence,  113  miles. 
39    30  30    22  26    19  21     15 

Piedmont,  173  miles. 
(The  60  miles  between  this  and  Independence  is 
mostly  on  116  feet  grades.) 

51    42  42    34  35    29  28    23 

Cumberland,  201  miles. 

66    47  47    37  39    31  31    26 

Baltimore,  380  miles. 

90    75  76    60         65    60  60    40 

In  comparing  these  charges  with  those  of  the 
Erie  road,  it  must  be  remembered  that  the  gene- 
ral provisions  of  the  tariff  of  the  Baltimore  road 
are  more  liber.nl  than  those  of  the  Erie. 

By  the  Erie  tarifl'  unenumerated  articles  are 
taken  at  first  class  rates.  By  the  Baltimore  tariff, 
they  are  taken  at  the  rates  of  analogous,  or  like 
articles. 

By  the  Erie  tariff,  articles  taken  &t  fourth,  class 
rates  must  be  in  lots  of  ten  tons  or  more,  and  will 
then  be  carried  only  at  the  company's  convenience. 
By  the  Baltimore  tariff  articles  taken  at  fourth 
class  rates  need  not  exceed  600  lbs.,  and  no  reser- 
vation is  made  for  the  convenience  of  the  corpc 
ration. 
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But  ia  the  dassificaiion  of  fVeight,  particularly, 
there  is  a  wide  difference  in  the  two  tariffs,  one 
which  is  generally  in  favor  of  the  shipper  by  the 
Baltimore  route.  The  classification  of  several  ar- 
ticles is  given  below: 

">  ^\\;.!m   ;y     Erie    Bait. 
v.  V    /     ;^    clatis.  class. 

Brooms  and  Broom  corn 2  1 

Beeswax,  Books,  through 1  2 

Bagging  iu  bales  or  rolls 2  3 

Binders  boards  and  butter 2  3 

Beef  salted,  in  casks,  going  west 2  •  4 

"  "  "        "      east 3  4 

Bones  and  Bone  Dust 3  4 

Brimstone 2  4 

Cod  fish 1  2 

Cod  fish  in  casks 1  4 

Cordage,  through.... 2  3 

Coffee,  through . .  4*  .  ^v 2  4 

Cider,  iu  casks. 3  4 

Charcoal,  {through  on  Erie  Railroad,).  . .  3  4 

Dry  Goods,  in  bales 1  2 

Dye  Wood.s,  chopped  or  g;  ound 2  3 

Dye  Woods,  in  sticks 3  4 

Eggs,  owners'  risk 2  1 

Firh  salted,  in  casks 2  4 

Flax  seed,  through 2  '  4 

Glass  ware,  in  boxes,  through 1  2 

"     window,  over  12X20 1  3 

"  "      under  12X20 2  3 

Gunny  Bags,  way 2  3 

"  "     in  bales,  through 2  4 

Hardware,  way 2  1 

"  through 2  2 

Hollow-ware  castings 1  2 

Honey 1  2 

Hay,  iu  bales 2  4 

Hemp,  in  bales,  through 2  4 

Hides  carried  at  uniform  rates,  throughout  the 
year,  on  the  Baltimore  road. 

Iron  in  heavy  lots,  on  Erie  road  at  1.7  cts.  sum- 
mer, and  1.87  cts.  winter,  per  ton  per  mile.  Spe- 
cial rates  on  Baltimore  and  Ohio  road  to  carry 
pigs  and  blooms  378  miles  for  $5  00  per  ton,  and 
177  miles  for  $2  50  per  ton,  equal  to  \]  3  cts.  per 
ton  per  mile,  over  60  miles  of  82  and  116  feet 
grades,  against  15  miles  of  68  feet  grades  on  the 
Erie. 

Erie    Bait. 

•''='^^-'^'  '•'*"   class,  class. 


Live  stock,  less  than  car  load 1 

Machinery,  boxed,  owners'  risk 1 

Manure 2 

Molasses 3 

Nails  and  spikes,  less  than  car  load 3 

"       full  carload 3 

Oakum,  in  bales 2 

Oil  in  casks,  through 2 

Oysters,  in  shell 2 

Palm  Leaf,  in  bales 1 

Ploughs  and  Cultivators 1 

Rags,  through 2 

Raisins,  way . 


•  •  •••♦  •■♦.•,•,-#4 


Shot,  way .8 

Shot,  through 3 

Salt  and  Saltpetre,  way 3 

"  through 3 

Scales  and  Scale  beams,  boxed 1 

Spices 1 

Saddlery,  through 1 

Soap,  except  fancy 2 

Sugar,  unrefined... 8 

Teas,  through 1 

Tm  plate 3 

Turpentine,  spirita 1 

_  ,     ^'^ •...  ..{(.ri^.... ....  ....  ....  ....1 

Vinegar... 8 

In  the  case  of  articles  carried  by  estimated 
weights,  the  estimation  by  the  Baltimore  tariff  is 
generally  more  liberal  towards  the  shipper.  The 
following  is  the  comparison  of  estimated  weights 
Where  any  differeoce  exists. 


2 
2 
4 
4 
2 
4 
3 
3 
4 
2 
2&,3 
4 
1 
1 
2 
2 
4 
2 
2 
3 
3 
4 
2 
4 
4 
2 
4 


Bait 

300 
100 

75 
50 
52 
4'i 


Erie. 

Beef  and  Pork,  lbs.  per  bbl 320 

Sheep  lbs.  each 125 

Lambs   ,,       ,,    100 

Potatoes,  lbs.  per  bushel 60 

Rye  and  Corn  „         „       50 

Barley  lbs.       „         „       48 

Charcoal,  lbs.  per  cubic  foot 23 

Dry  firewood,  posts  and   rails    lbs. 

per  cord 4,000 

Seasoned     Pine      and     Hemlock 

Boards,  Planks  and  Scantlings  ; 

lbs.  per  M.  ft.  B.  M 2,500 

Unseasoned  do 2,760 

Pianos  lbs.  each 1,200 

Single  horae  or  horned  animal 2,000 

Two  horses  or  horned  animals ....  3,500 
Three     „      „       „  .         „       ....5,000 

The  through  freights  upon  tlie  Baltimore  and 
Ohio  road  per  ton  of  2,000  lbs.  per  mile  are  as 
follows. 
Winter  rates.   First  class.... ^...  ......  ....4.74 


,500 


2,250 
2,500 

act'l.wt. 

act'l.wt. 
>i     >i 
>i     >> 


CiTv  Railroads. 

By  the  late  final  decision  of  our  Su|>erior  Couit 
upon  this  subject,  in  the  cases  of  Dam  anrl  others 
and  of  Sharp  and  oUurf  tif^aiufl  Ike  M'liinr  4't.  cf 
Sew  York, — it  is  probable  (hat  the  projvctoi-s  of 
22i  I  city  railroads  will  hereafter  be  wholly  deterred 
from  se«king  the  sanction  of  the  Common  Council 
but  will  resort  solelj-  to  (he  Legislature  of  the 
State,  fur  the  authority  which  their  undertakings 
require. 

The  opinion  of  the  Court  wni  an  able  one,  and 
was  delivered  by  Judge  Oakley. 

The  following  are  the  princii-al  iKiiut.^  nhich  it 
involves. 

1st.  The  Common  Council  has  no  authority  ex- 
cept such  as  is  cxpret;sly  given  or  such  iis  is  ne- 
cessarily implit'd  to  enable  it  to  discharge  duties 
enjoined  or  to  exercise   powers  cxpre^.«ly  confvr- 


.3.95  red.     And  this  cannot  be  claimed  for  the  anthori- 


ty  exercised  in  the  case  under  consideration. 


Second  .,    

Third     , 3.42 

lt;uvtmer  rates.  \^im^  "„    '. '.  \ '.  '. '. '. '.  '.  *. ". '.  '. !  *. '.  '. '.  I.y&  I     ^d.  The  Common  Council  have  in  regard  to  the 

Second, 3.1 6  proposed  Broadway  Railroad   granted   privi4cgcs 

Third     „    2.64  which  may  be  perpetual. 

^''"'^'^  > 2  111     3(j      The  grant  which  has  been  made  bv  lie 

There  is  another  fact  of  imporUnce  in  compar.lco,,,,,,,,^  Council  to  the  parties  proposing  to  build 
ing  the  tariffs  of  the  two  roads.  In  1863  ovcrui^g  raihrnd  in  question,  in  effect,  are  contracts. 
50,000,000  tons  of  coal  were  moved  one  mile  on '  .,^1  jf  y^^^^  ^ugj  ^jt  X)^  violated.  But  if  sus- 
tbe  Baltimore  and  Ohio  road,  most  of  which  wasn^jn^,^^  t^ev  will  impair  the  legislative  authority 
carried  180  mUes,  from  Cumberland  to  Baltimore,  Lhich  has  been  conferred  upon  the  Common  Coun- 


for  S2  25  per  ton,  or  Ij^  cents  per  ton  per  mile, 
over  82  feet  grades,  the  cars  reterning  empty.  The 
whole  movement  of  tonnage  for  the  year,   includ- 
ing coal,  was  about  80,000,000  tons  one  mile. 
Movement  of  Tonnage  Trains  West. 

Baltimore..  ..lea.    miles.  4.30  a.m.     Monday. 

101  " 


Martinsburg. .  aiT. 
•  lea. 
Piedmont 


Wheeling 


arr. 
lea. 
arr. 


207 
380 


6.15  P.M. 

6.00  A.M. 

6.40  P.M. 
7.15     „ 
5.10     .. 


Tuesday. 


Wednesday. 


Wheeling  . . . 

Piedmont . . . 

„         . . . 

Martinsburg. 

Baltimore . . . 


Monday. 
Tuesday. 


3.26  A.M 

5.00  A.M 

5.10  p.M 

6.00  A.M.Wednesday. 

3.40  p.M 


Eastward. 

lea.  miles.    5.00  a.m 

arr. 

lea.      178 

arr,      279 

lea. 

arr.      380 

The  stock  trains  leave  Baltimore  at  4.30  a.m. 
(Monday)  and  arrive  at  Wheeling  at  7.10  a.m 
(Wednesday).  Returning  leave  Wheeling  6.00  p.m 
(Monday)  and  arrive  at  Baltimore  at  1.00  p.m 
(Wednesday), 

Coal  trains  run  between  Baltimore  and  Pied- 
mont, 207  miles,  as  follows.  Run  through, 
in  going  East,  in  26  hours  and  10  minutes, 
westward  in  24  hours,  5  minutes ;  leaving  Balti- 
more every  week-day  at  4.10  pm.,  and  Piedmont 
at  6  a.m. 


A  Reqaeat. 

We  shall  take  pleasure  in  receiving  from  any 
and  all  railroad  companies,  throughout  the  coun- 
try, copies  of  their  freight  and  passenger  tariffs, 
special  rates,  time  tables  (the  latter  such  as  are 
printed  for  engincmen),  profiles  of  their  roads, 
and  any  general  information  touching  their  sys- 
tem of  working,  physical  or  local  characteristics, 
etc.  We  intend  that  the  Journal  shall  faithfully 
represent  the  progress  of  improvements  iu  rail- 
roads ;  quite  as  well  in  their  practical  operation 
as  in  their  financial  management.  Our  coarse  in 
these  particulars,  thus  far,  has  received  the  ap- 
probation of  the  ablest  and  oldest  managers  and 
engineers  in  the  country.  ^  ,  „  . 


cil  in  regard  to  strwets.  ,  ,,ii  ^ 

4th.  The  grant  in  question  confers  an  exciuiJve 
privilege  which  may  be  perpetual.  ^^ 

5th.  It  absolves  from  the  obligation  and  fi-ccs 
from  the  penalty  of  the  law  in  respect  to  turning 
towards  the  right  side  of  tlie  road. 

6th.  It  confers  i>cculiar  rights  an4:  exempts 
from  legal  consequences  in  case  of  tb«  death  of 
either  of  the  grantees. 

7  th.  It  authorizes  the  grantees  to  become  in- 
corporated under  the  general  Railroad  Law  after 
their  proposed  road  is  constructed,  whereas  the 
said  Law  only  provides  for  such  incorporation  be- 
fore the  construction  of  a  road. 

8th.  It  regulates  the  sweeping  of  Broadway, 
which  is  by  the  Charter  otherwise  provided  for. 

The  injunction  is  therefore  made  perpetual. 
Caction,  how  far  REatiRED  or  Railroad  Com- 

PAN'IES. 

The  views  of  Mr.  Justice  Woodward  upon  this 
subject  were  stated  in  his  late  charge  in  the  jury 
at  Nisi  Prins  in  Philadelphia  in  the  case  of  Sect  I 
vs.  the  Ohio  and  Pennsylvania  Railroad  Company. 

The  judge  said  in  substance  ttiat  the  contract 
between  Railway  Companies  and  passengers  is  to 
carry  them  safdy  to  their  several  points  of  desti- 
nation, as  devoted  by  the  passage  tickets  furnished. 
The  Companies  are  bound  to  furnish  all  appliances, 
suitable  roads,  cars,  and  agents  and  other  ;4>point- 
ments.  In  case  of  an  action  for  railroad  injurj' 
sustained  by  a  passenger  it  is  only  necessary,  in 
the  first  instance  for  the  injured  party  to  show  the 
damage  he  has  sustained.  When  this  is  shown  to 
the  jury,  the  burthen  of  proof  is  thrown  upon  the 
Company  complained  of  to  show  that  they  arc  en- 
titled to  be  exonerated  from  blame.  The  Com*.; . 
pany  must  satisfy  the  jury  that  they  have  fully 
discharged  their  duty  in  every  respect,  so  fai-  as 
human  foresight  could  avail.  But  in  practically 
applying  this  rule,  the  Courts  will  take  into  con- 
sideration the  peculiar  nature  of  the  mode  of  cou- 


I 


■»4.->*.'*:^ 


179 


AMERICAN    RAILROAD    JOURNAL. 


veyance  to  which  it  relates.  A  railroad  compaoy 
is  not  bound  to  forego  the  customary  degree  of 
speed.  They  are  bound  to  use  all  possible  care 
at  the  customary  rates  of  speed,  lor  which  their 
cars  are  suitable.  The  accident  complained  of 
must  not  bo  due  to  the  rcgligence  of  the  passen- 
ger, nor  is  the  Company  liable  for  inevitable  ac- 
cident. 

In  view  of  negligence  on  the  part  of  the  Com- 
pany it  is  not  material  whether  their  negligence  be 
slight  or  gross.  And  they  are  equally  responsible 
whether  they  are  complained  of  as  having  done 
what  they  ought  not  to  do,  or  as  having  omitted 
to  do  what  they  onght  to  have  done. 

The  defendants  insisted  that  the  accident  in 
question  was  occiisioned  by  the  breaking  of  an 
axle  of  the  truck  of  the  middle  car  IVom  some 
latent  defect.  The  plaintiff  contends  that  this 
breaking  of  the  axle  was  a  mere  cov sequence  of 
the  accident,  not  the  cause  of  it,  and  that  it  was 
in  reality  occasioned  by  the  breaking  of  a  flange 
of  one  of  the  wheels,  or  from  the  ."spreading  of  the 
rails  of  the  road. 

After  an  examination  of  the  testimony  upon 
this  subject  the  Judge  remarked  that  the  Compa- 
ny are  liable  upon  their  own  theory.  For  they 
failed  to  show  that  they  had  made  any  attempt  to 
discover  whether  or  not  any  latent  defect  existed 
in  the  axle. 

In  regard  to  damages,  the  Judge  was  of  opinion 
that  they  would  best  discharge  their  duty  to  th« 
public  by  discharging  it  faithfully  towards  the 
parties  to  the  controversy.  The  damages  should 
be  compensatory  not  vindictive. 

The  Jury  rendered  a  verdict  for  S360  for  plain- 
tiff. 

In  connexion  with  the  foregoing  case  wo  add  that 
the  suit  of  Newell  vs.  the  Boston  and  Maine  Rail- 
road Company  has  resulted  in  favor  of  defendants, 
upon  the  ground  that  the  accident  complained  of 
was  one  which  human  foresight  was  inadequate  to 
prevent.  The  disaster  in  question  was  that  which 
prOTed  fatal  to  the  son  of  President  Pierce. 

•'■     ."'^  SUBSCRIPTION  TO  RAILROAD  STOCK. 

On  the  7th  instant  Hoffman,  Justice  of  the  Superior 
Court  of  this  city,  rendered  the  following  decision : 

De  Forest  Manice  a^t.  The  Hudson  River  Rail- 
road Co.— The  correct  interpretation  of  the  con- 
tract and  engagements  defendants  set  out  in  the 
complaint,  with  tlie  act  of  the  legislature  refered 
to,  will  determine  nearly  every  question  raised 
upon  the  pleading. 

It  is  stated  that,  by  the  terms  of  subscription,  it 
was  agreed  between  the  company  and  the  sub- 
scribers to  the  stock,  that  application  should  be 
made  to  the  legislature  to  authorize  the  issue  of  a 
limited  number  of  shares  of  the  capital  stock  of  the 
said  company,  to  be  applied  to  the  payment  of  in, 
terest  on  the  instalment  paid  iu  by  the  subscribers- 
on  the  capital  stock  subscribed  by  them  respecti- 
vely, until  income  should  be  realized  from  the 
road;  that  such  interest  should  be  at  the  rate  of 
seven  per  cent.,  and  be  allowed  on  all  payments 
from  the  day  they  were  made. 

The  first  payment  was  to  begin  on  the  10th  of 
November,  1847,  and  be  made  semi-annually  there- 
after. 

If  no  such  law  should  be  procured,  then  the  in- 
terest was  to  be  paid  ft-om  the  first  clear  earnings 
of  the  road,  and  no  dividend  was  to  be  made  until 
all  such  interest  was  fully  paid. 

The  act  contemplated  was  passed  on  the  20th 
March,  1847,  and  empowered  the  company  to  issue 
M  many  shares  of  stock,  of  3ilOO  each,  antj  not  ex- 
o«4tng  Un  por  oent,  gf  0)9  CApU^',  tM  w\fS,\\i  be 
neMisary  to  onAble  t.h«  compAny  to  i»rovl4«  far 


construction  of  the  road,  until  it  should  be  comple* 
ted  and  put  in  operation. 

The  plantiff  subscribed  S7,500  and  paid  the  last 
instalment  prior  to  November  15,  1848.  The  last 
payment  of  interest  to  him  was  on  the  20th  No- 
vember. 1848. 

The  company  issued  stock  to  the  amount  of  four 
per  cent,  on  the  capital,  to  meet  this  interest,  and 
continued  for  some  time  to  sell  the  same  at  a  loss, 
and  pay  such  interest  subsequently.  But  on  the 
20th  of  March,  i860,  the  directors  resolved  not  to 
pay  the  interest  any  longer  in  cash,  but  in  the  stock 
of  tbe  company. 

This  raised  the  main  question  in  the  cause,  viz : 
whether  the  interest  should  be  payable  in  cash  or 
stock.  I  think  that  the  act  of  the  legislature  may 
be  used  to  assist  the  interpretation  of  the  agree- 
ment between  the  stockholders  and  the  company, 
and  these,  together  with  the  terms  of  the  contract, 
in  the  event  of  failure  to  obtain  an  act,  satisfy  me, 
that  the  true  construction  rendered  it  obligatory 
on  the  defendants  to  pay  the  interest  in  cash.  The 
legislature  permitted  the  issue  of  stock  to  enable 
them  to  effect  it,  bnl  it  is  not  a  just  conclusion 
from  any  of  the  proceedings,  that  the  subscribers 
were  compelable  to  accept  stock  in  payment. 

It  is  not  stated  whether  the  stock  was  to  be 
transferred  at  par,  or  at  its  current  value;  but 
even  if  the  latter  was  the  case,  I  consider  that  the 
contract  obliged  the  company  to  bear  the  expense 
and  trouble  of  turning  into  money. 

The  terms  of  the  act  were,  that  such  interest 
should  continue  to  be  paid  until  the  road  should 
be  completed  and  put  in  operation,  and  this  is  sta- 
ted to  have  been  on  the  29th  of  October,  1861. 
The  claim  of  the  plaintiff  is  for  interest  down  to 
and  including  that  falling  due  the  15th  May,  1852. 

For  the  interest  down  to  the  15th  of  November, 
1861,  the  company  would  be  responsible,  on  the 
view  taken  disregarding  the  seventeen  days  from 
October  29th. 

But  I  apprehend,  that  when  the  road  was  in  op- 
eration, the  common  or  partnership  rights  arose,and 
the  subscribers  had  to  look  to  profits  ;  whatsoever 
they  might  be,  in  lieu  of  interest ;  but  as  the  com- 
plaint rests. 


Street  RailroMda  tn  New  York. 

We  copy  from  the  New  York  Times,  the  follow- 
ing communication, addressed  to  J.  0.  Blunt  Esq., 
Chairman  of  the  Committee  on  Railroads,  in  the 
Board  of  Aldermen,  upon  the  subject  of  railroads 
in  the  streets  of  New  York.  The  article  was 
written  by  a  gentleman  who  has  given  th  subject 
particular  attention,  and  who,  of  all  others,  is 
qualified  to  do  it  justice.  His  style  shows  that  he 
wields  no  ordinaVj'  pen,  nor  does  he  presume  to 
talk,  without  having  something  to  say.  An  easy, 
cheap,  and  rapid  mode  of  transit  from  one  part  of 
the  city  to  another,  both  for  persons  and  property, 
is  now  the  most  important  problem  before  our 
people,  both  in  reference  to  their  social  and  pecu- 
niary interests.  New  York  has  become  the  great 
city  of  the  continent,  for  the  reason  that  it  is  the 
easiest  of  access  of  all,  from  the  interior.  One 
stt-p,  only,  is  wanting  to  confirm  her  supremacy  : 
greater  facilities  than  all,  for  the  accommodation 
of  the  business  of  the  country,  when  it  reaches 
tide  water.  To  secure  such,  she  has  only  to  turn 
her  natural  advantages  to  account.  The  policy 
to  be  adopted  <-is  the  basis  of  action,  should  be 
that  which  will  reduce  the  cost  of  movement  to 
thelowest  figure.  The  standard  should  be  that 
of  absolute  perfection.  The  expense  of  movement, 
and  the  cost  of  movement,  should  be  made  con- 
vertible terms.  To  depart  from  this,  will  inflict 
an  absolute  wr«ng,  not  only  upon  the  public,  but 
indiviiluftU.    £vory  cont  lost  in  transportaliou,  is 
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place  of  the  contracted  and  erroneous  notions  that 
have  so  long  prevailed,  and  which  have  exerted 
such  an  unfavorable  influence  upon  the  prosperity 
of  the  city. 

TV»  J.  Orison  Blunt,  Esq.,  Chairman  of  the  Com- 
mittee on  Railroads  in  the  Board  of  Aldermen. 
SiRj  Your  zeal  in  the  duties  of  your  committee, 
and  the  sort  of  diflScuUies  you  have  already  en- 
countered in  ascertaining  what  ought  to  be  done, 
and  how  to  get  it  done,  may  incline  you  to  consid- 
er some  suggestions,  which  arose  on  reading  that 
part  of  the  Annual  McEs.ige  of  his  Honor,  the 
Mayor,  which  refers  tn  the  topic  pursued  in  this 
letter.  The  same  suggestions,  doubtless,  were 
conveyed  to  other  minds;  and  my  only  apology 
for  re|H-ating  them  is,  that  having  taken  pains  to 
give  them  method  and  form,  their  importance 
seems  greater  than  at  first.  If  the  publication  of 
them  shall  serve  to  animate  you  in  the  arduous 
service  of  your  oflSce,  or  impress  one  citizen  with 
a  higher  idea  of  the  value  of  facilitated  movement 
for  persons  and  properly,  to  and  through  our  city, 
the  end  of  this  letter  will  be  answered. 

It  is  an  established  fact,  that  movement  on  rails 
can  be  made  more  cheajily,  more  rapidly,  and 
more  pleasantly,  than  on  a  pavement.  This  fact 
is  a  new  developement  of  the  fundamental  fact 
which  caused  our  city  to  be  the  commercial  cen- 
ter of  this  continent.  Because  experience  proved 
that  this  island  was  the  place  to  which  there  was 
the  easiest  and  cheapest  movement  from  every 
other  place  on  earth,  and  for  this  reason  alone, 
New  York  has  become  the  center  of  American 
commerce.  This  fact  being  settled,  there  are 
some  collateral  circumstances  which  have  favored 
us — a  temperate  and  healthful  climate,  a  large 
supply  of  pure  water,  and  a  natnral  facility  for 
draining,  have  aided  our  growth  ;  but  those  ad- 
vantages would  have  .availed  us  nothing  without 
the  one  advantage  of  the  easiest  and  cheapest 
movement  to  every  other  place  on  earth,  by  land 
and  water.  For  this  reason  alone  all  great  trans- 
actions for  this  continent,  wherever  originated,  are 
developed  here. 

The  magnitude  of  the  subject  before  us,  will 
become  apparent  when  we  observe  carefully  the 
extent  and  the  cost  of  the  daily  movement  of  per- 
sons and  property  on  this  island.  Four  ci  y  rail- 
roads, none  of  which  are  complete  in  their  length, 
or  their  power  to  serve  the  public,  are  receiving 
about  one  million  dollars  a  year  for  fares.  This  is 
probably  less  than  one-fifth  of  the  actual  cost  in 
the  entire  movement  ot  persons  and  property  of 
the  city.  And,  if  so,  then  the  cost  of  movement 
exceeds  the  wliole  tax  of  the  city. 

The  movement  by  horse  power  on  rails  may  be 
fairly  estimated  to  cost  about  one-fifth  of  the  price 
of  movement  in  the  ordinary  way.  But  the  addi- 
tional economy  of  time  and  comfort  have  been 
most  effectual  in  bringing  the  City  cars  into  public 
favor.  At  all  these  points — the  fare,  the  time, 
aad  the  comfort — there  is  room  for  a  large  in- 
crease of  economy.  Small  fares  for  short  rides 
are  already  begun,  and  will  soon  become  common. 
Cars  of  half  tlie  present  weight  would  carry  more 
passengers,  if  they  had  not  to  fight  carts  and  om- 
nibuses. And  the  speed  would  be  raised  twenty 
per  cent. ,  if  the  whole  movement  were  by  cars. 

The  Held  for  economized  movement  of  property 
on  rails  is  even  greater  than  for  the  movement  of 
passengers.  One  proof  is  enough.  It  costs  half 
as  much  to  cart  a  barrel  of  flour  ft-om  Thirty-first 
street  to  Barclay  street  as  it  does  to  bring  it  from 
Troy  on  rails.  And  it  will  soon  be  discovered 
that  all  the  heavy  movement  of  commerce  may 
be  made  on  tracks  only  two  feet  apart,  on  trucks 
elevated  but  a  few  inches,  and  the  movement  may 
run  close  to  the  curbstone,  aAd  tnay  tarn  out  into 
warehouses  aud  wharves  \vithout  unloading.  But, 
up  to  this  time,  the  movement  of  merchandize  in 
our  City  is  the  most  clumsy  and  costly  of  all  oar 
arrangements,  and  worse  inanaged  than  in  any 
other  city  north  of  the  slave  line,  Thus  far  of 
the  raoveroent  on  ralli  vsilMn  the  QUy, 
The  moremeot  Qn  mU  iovvri  eur  Oiiy  li  <^* 
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to  a  department  of  railroads  in  the  City  Govern- 
ment. This  branch  derives  its  importance,  not 
only  from  the  increased  facility  of  general  com- 
mercial movement,  but  also  from  its  effect  in  en- 
lar^g  the  capacity  of  the  City  for  greatness.  It 
operates  like  the  Crotoii  water,  which  has  doubled 
the  capacity  of  a  lot  of  ground  for  the  tnansaction 
of  business,  beside  all  the  advantages  of  safety 
and  comfort. 

The  capacity  of  a  city  for  greatness  depends 
considerably  on  the  extent  of  the  area  around  its 
centre  for  the  pleasant  and  economical  residence 
of  its  people,  and  on  the  area  from  which  its  daily 
and  perishable  food  can  be  cheaply  brought  at  all 
times  of  the  year.  Six  railroads,  three  of  which 
bring  persons  and  property  into  the  heart  of  the 
City,  have  increased,  tenfold,  the  habitable  area 
of  our  City,  and,  flftyfold  the  area  for  cheap  sup- 
plies of  Winter  food.  These  are  large  figures; 
but,  let  it  be  observed,  "that  while  the  total  value 
of  wheat  is  expended  in  a  cartage  of  one  hundred 
and  sixty  miles,  twenty  per  cent,  of  its  value  will 
carry  it,  on  rails,  a  thousand  miles."  Three  quar- 
ters of  our  bread  and  meat  have  come  from  the 
far  West  during  the  last  two  months,  on  the  Erie 
and  the  Hudson  Eiver  Roads. 

Now,  Sir,  I  ha  dly  need  remind  you,  that  these 
vast  economies,  in  the  conveyance  of  persons  and 
and  property,  are  just  as  true  and  direct  contri- 
butions to  human  life  and  leisure,  as  if  the  same 
value  were  added  by  fresh  contrivances  for  labor 
saving,  in  the  tillage  of  the  field  or  in  the  working 
of  the  loom  or  the  anvil.  But  this  truth  of  social 
economy  does  authorize  me  to  remind  you  that 
the  magnitude  of  the  public  interest  now  entrust- 
ed to  your  Committee,  is  probably  greater  than 
your  modesty  and  your  unnumbered  avocations 
will  allow  you  to  conceive.  It  is  easy  for  us  now 
to  conceive  what  enlarged  ideas  of  usefulness  ani- 
mated Clinton,  Eddy,  Allen,  and  the  still  living 
projectors  and  originators  of  our  canals,  water- 
works and  railroads ;  but  the  work  of  facilitating 
railroad  movement  into  and  through  our  City  is 
scaicely  a  smaller  public  economy  thaui  any  of 
thase  great  worka  For,  while  it  is  not  yet  mani- 
fest to  what  extent  this  improved  movement  will 
go,  it  is  certain  that  it  is  but  just  begun ;  and 
that  new  inventions  for  aiding  the  movement  oc- 
cur in  almost  every  monthly  report  of  the  Patent- 
OflSce.  The  suppression  of  noise,  the  consump- 
tion of  smoke,  and  the  easy  control  of  the  motion 
in  small  locomotives  are  known  possibilities,  and 
are  likely  to  be  soon  exhibited  in  practice.  But 
whether  the  locomotive,  with  its  fivefold  economy, 
shall  drive  the  horse  from  the  streets,  as  it  has 
driven  him  from  the  country  thoroughfares,  it 
cannot  be  longer  doubted  that  our  streets  will 
become  one  connected  gridiron  of  rail  tracks,  at 
least  in  all  the  streets  of  considerable  width. 

The  whole  subject  of  movement  on  rails  into 
and  through  the  City,  lies  in  a  crude,  unorganized 
and  annoying  state.  Powerful  companies  are  la- 
boring, each  for  itself,  to  accomplish  its  own  ad- 
vantage, and  to  place  themselves  as  far  as  possible 
beyond  the  control  of  tho  City  Qoverment.  A  pre- 
judice has  been  raised  against  these  companies  by 
the  manner  in  which  some  of  them  got  possession 
of  the  streets.  And,  whether  the  public  now  en- 
joys all  the  advantage  it  ought  to  receive  from 
any  of  them,  is  gravely  doubted  by  great  numbers. 
Local  and  private  interests  are  liable  to  be  injured 
at  some  points  by  these  roads ;  and  the  pretence 
of  such  injury  is  often  set  up  by  those  who 
would  be  sorry  to  see  the  ttacks  removed. 

How  far  the  railroads  shall  finally  enter  into  the 
City  with  locomotves,  is  a  question  of  vital  impor- 
tance to  our  commerce.  This  question  ought  to 
be  settled  while  the  City  is  yet  in  a  forming  sUte ; 
and  while  it  is  yet  possible  to  provide  for  the 
trains  of  all  these  roads  reaching  the  Battery  in  a 
way  not  to  endanger  human  life  or  obstruct  the 
ordinary  course  of  business.  A  Committee  on 
this  subject  was  raised  in  the  late  Board  of  Alder- 
men ;  but  the  Ume  liad  not  come  for  its  action.  If 
this  end  could  be  attained  in  connection  with  the 
widening  of  West-street,  its  value  to  the  City 
would  be  immenae.    And  the  City  and  the  com- 


panies could  afford  a  very  great  expense  to  secure 
it. 

Up  to  this  time  we  have  no  railroad  across  the 
City  at  any  point.  When  cross-roads  begin  to  be 
made,  then  will  arise  the  question  of  cooperation, 
transfer  of  passengers,  and  discrimination  fares. 
But  the  new  questions  and  the  new  interests  which 
will  arise  are  numberless ;  and  in  every  one  of 
them  the  City  Government,  in  behalf  of  the  public, 
is  deeply  concerned. 

A  department  charged  with  the  oversight  of  this 
whole  business,  would  accomplish  many  practical 
and  economical  ends. 

It  would  become  a  storehouse  for  all  the  accu- 
mulated and  accumulating  knowledge  concerning 
the  Railroad  movement,  which  can  be  collected  at 
home  and  abroad. 

It  would  furnish  important  statistics  and  sugges- 
tions to  enlighten  City  legislation  on  the  whole 
subject. 

It  would  insure  the  public  against  paying  higher 
rates  of  fare  than  are  required  to  give  just  remu- 
neration to  the  owners  of  the  roads. 

It  would  put  an  effectual  check  on  the  abuse  of 
the  corporate  powers  of  the  companies. 

And  it  would  relieve  the  Common  Council  of 
the  details  with  which  its  Committees  are  over- 
whelmed, while  it  would  aid  those  Committees  in 
reaching  conclusions  to  guide  their  votes  on  all 
important  questions. 

The  cost  of  this  department  would  be  a  cheap 
economy  to  the  treasury,  and  might,  with  great 
propriety,  be  charged  to  the  several  companies. 

The  man  to  be  placed  at  the  head  of  this  depart- 
ment should  be  of  the  highest  order  of  talents,  ac- 
quirements and  railroad  experience.  And  such  a 
man  c^n  be  found. 

Ought  not  the  recommendation  of  the  Mayor  on 
this  subject,  to  be  taken  up  and  acted  upon  1 

Yours,  very  respectfully,  ECONOMUS. 


Amendvient  of  the  Internal  Improvement  Law. — 
An  important  amendment  has  been  made  to  this 
aw  at  thelatesittingof  the  legislature  of  Tennessee. 
The  following  are  its  more  important  provisions : 

The  appointment,  by  the  Governor,  of  a  Com- 
missioner of  Roads,  at  a  salary  of  $2,000  per  an- 
num, to  watch  and  guard  the  interests  of  the  State 
in  the  works  of  internal  improvement  in  which  the 
State  has  or  may  have  an  interest,  as  a  stockhol- 
der, or  on  account  a  guarantee  of  their  bonds. 

The  increase  of  the  State  loan  to  the  companies 
mentioned  in  the  act  of  1852  to  $01,000  per  mile, 
and  also  extends  the  benefits  of  the  act  and  loan 
of  SI, 000  per  mile  to- 

The  Edgefield  and  Kentucky  Rail  Road  Com- 
pany ;  The  Central  Southern  Rail  Road  Company ; 
The  Knoxville  and  Charleston  Rail  Road  Com- 
pany ;  The  Mississippi  Central  and  Tennessee  Rail- 
road Company;  The  Knoxville  and  Kentucky 
Rail  Road  Company;  The  Tennessee,  Western, 
and  Charleston  Rail  Road  Company ;  The  Cincin- 
nati, Cumberland  Gap,  and  Charleston  Rail  Road 
Company ;  and  The  Mississippi  and  Tennessee  Rail 
Road  Company. 

The  act  also  provides  for  bridges  across  the 
Clinch  Holston,  Big  Halehie  Tennessee,  and  Cum- 
berland rivers,  where  the  roads  named  cross  said 
rivers. 

It  also  provides  for  a  State  guarantee  of  the 
bonds  of  the  Nashville  and  Chatanooga  Railroad 
Company  to  the  amount  of  $650,000. 

It  gives  the  South  western  Railroad  Company, 
two  years  additional  time  to  bring  themselves  wit- 
hin the  provisions  of  the  act  of  1&2. 

The  railroad  companies  embraced  in  the  Act  of 
1862  are  as  foUoNvs: 

Nashville  and  North  Western;  Nashville  and 
Memphis  ;  Chattanooga,  Harrison,  Georgetown  and 
Charleston;  LouisviUe  and  Nashville;  South 
Western;  McMlnnville  and  Manchester;  Memphis 
and  Charleston ;  Nashville  and  Southern ;  Mobile 
and  Ohio ;  Nashville  and  Cincinoati ;  East  Tenna- 


see  and  Virginia ;  Memphis,  Clarksvilic  and  Lou- 
iflvillu  ;  and  Wicchcster  and  Alabama  Railroad. 


KvausvlIIC)  Indianapolis  and  CIcTciand 
Strali^bt  Line  Kallroad. 

As  the  construction  of  this  important  road  is  no 
longer  doubtful,  for  the  purpose  of  enabling  those 
who  would  like  to  avail  them-selves  of  the  oppor- 
tunity offered  of  taking  stock,  to  judge  of  the 
prospects  of  the  work,  we  give  the  following  ex- 
tract from  the  exhibit  made  to  the  Board,  at  the 
late  session,  by  the  President. 

'( 

"  PROGRESS    OF    THE    WORE." 

The  whole  line  has  been  located,  and  the  first 
general  division  of  54  miles  was  put  under  con- 
tract on  the  15th  day  of  February  last  For  the 
purpose  of  making  our  road  profitable  to  the 
stockholders  as  soon  as  possible,  we  have  resolved 
to  complete  it  in  four  continuous  divisions.  Pint : 
From  Evansville  to  the  crossing  of  the  Ohio  aad 
Mississippi  Railroad,  about  54  miles,  by  which  we 
shall  be  pat  in  connection  with  Cincinnati  and  St. 
Louis  direct,  and  indirectly  with  all  the  railroads 
of  the  State,  the  North  and  the  East.  Second : 
From  said  crossing  to  New  Albany  and  Northern 
Railroad,  about  50  miles,  by  which  we  shall  be 
put  directly  in  connection  with  New  Albany,  La- 
fayette, Michigan  City,  Chicago,  and  Detroit. 
Third:  From  said  crossing  to  Indianapolis,  by 
which  we  shall  be  put  in  connection  with  all  the 
railroads  radiating  from  the  capital.  And,  Fourth  : 
From  Indianapolis  to  Union.  The  construction  of 
this  last  section,  will  depend  upon  the  contingency 
whether  a  through  line  of  the  same  gauge,  and 
through  arrangements  from  Evansville  to  Cleve- 
land, avoiding  transhipments,  can  be  obtained  by 
the  company  without  it,  by  t'.ie  time  the  road 
from  Evansville  to  Indianapolis  shall  be  built. 
The  means  of  the  company  will  be  first  applied  to 
the  road  between  Evansville  and  Indiana]>oIis,  and 
the  section  from  Indianapolis  to  Union  will  not  be 
made,  unless  it  should  become  necessary  to  bnild 
it,  to  secure  the  through  line  of  the  same  gauge 
from  the  Lake  to  the  Ohio  River. 

ALIGNMENT    OF    THE    ROAD. 

This  road  presents  a  remarkable  alignment. 
The  distance  from  Evansville  to  Indianapolis  by 
air  line  is  about  147  miles,  and  by  railroad  line 
about  150  miles,  while  the  maximum  grade  is 
only  39  feet  to  the  mile,  and  the  curvature  under 
one  degree  radius.  The  section  from  Indianapolis 
to  Union  is  75  miles  by  air  line,  and  the  same  by 
railroad  line,  without  a  curve,  on  a  thirty  feet  to 
the  mile  maximum  grade.  The  cities  of  Evans- 
ville and  Lamasco  have  granted  the  right  of  way 
for  a  double  track  to  the  Ohio  river,  upon  any 
street  of  the  cities,  with  the  firee  use  of  the  wharf 
for  landing,  and  transfer  of  freight  and  paasengera 
between  the  cars  and  the  Ohio  steamers. 

Business  or  the  Roao. 
This  road  is  presented  by  the  Company  as  one 
of  the  leading  trunk  lines  demanded  by  the  public ; 
and  an  examination  of  its  claims  to  that  charac- 
ter, both  as  an  East  and  West,  and  North  and 
South  line,  is  solicited.  Its  local  business  will  be 
equal  at  least  to  that  of  any  road  in  the  West  of 
its  length.  It  pa.sses  through  a  country  of  nnsnr- 
passed  fertility,  being  densely  populated,  and  ab- 
undantly supplied  with  hydraulic  power  ttoxn 
White  River.  It  ia  directly  connected  with  the 
iron  mines,  and  cannel  coal  fields  of  Southern 
Indiana.  It  connects  six  county  seats  with  the 
flourishing  capital  of  the  State.  It  taps  the  Ohio 
river  at  Evansville,  213  miles  below  the  falls,  and 
will  unquestionably  carry  the  sugar,  molasses  and 
other  products  of  the  South  coming  up  from  New 
Orleans  for  Central  Indiana  and  the  North,  at  a 
saving  of  river  transportation  from  Evansville  to 
the  termini  of  lines  of  railway  above,  of  fh>m  213 
to  863  miles.  For  the  probable  through  travel 
and  business  of  the  road,  we  refer  to  its  extensive 
railroad  connections.  North,  South,  East  and  Weat. 
— We  are  satisfied  that  this  road  combines  all  the 
elements  of  a  paying  road  ;  through  freight  and 
passengers,  combined  with  a  heavy  local  busineu, 
aod  withoat  competition  in  the  boiinefli  of  at  leact 
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oue-fourth  of  the  State,  connecting  the  Capital, 
through  the  White  River  Valley,  with  the  Ohio 
River  at  the  city  of  Evansville,  and  its  commerce, 
with  lines  to  be  extended  toNMhville,  Paducah, 
Memphis,  and  New  Orleans. 

Present  Means  op  the  Company. 

The  subscriptions  of  the  Company  up  to  the 
date  of  this  exhibit,  less  than  ten  mouths  from 
organization  are  as  follows  : 

Subscriptions  of  the  City  of  Evans- 
ville      $200,000 

Subscriptions  of  the  City  of  Lamas- 
co 50,000 

Subscriptions  of  lands  in  cash  value      450,000 

Individual  cash  subscriptions 360,000 


■■  ■:/:0\.".  si,o6o,ooo 

-which  will  be  largely  increased  by  stock  to  be 
taken  by  contractors,  as  well  as  stock  being  taken 
iu  the  counties  on  the  line  by  the  solicitors. 

The   purpose    of  the  Company  Is  to  press  the 
/  work  to  completion  in  continuous    sections,  as 
Boon  as  tlie  means  will  permit. — Indiana  Stale 
S'.ntinel. 

St.  liOala  and  Irou  Alouiitaln  Railroad. 

We  have  the  satisfaction  to  announce  this  nior- 
':  ning  that,  at  a  meeting  of  the  Board  of  directors 
.  of  this  company,  held  yesterday,  a  contract  was 
:  finally  closed  for  the  entire  graduation,  masonry, 
track  laying,  &c.,  of  this  road,  from  St.  Louis  to 
the  Pilot  Knob,  about  eighty-sii  miles.  The  con- 
tractors are  Messrs.  Wilmam  M.  Watt-s,  Charles 
N.  Watts,  and  W.  Milxor  Roberts,  Esq.,  of 
Pennsylvania.  Tlie  first  named  gentlemen  are 
.well  known  as  business  men,  of  ample  means  and 
great  e.xperience  in  railroad  work.  Mr.  Roberts 
is  an  Engineer  of  high  standing,  now  engaged  on 
the  Alleghany  Valley  Railroad.  The  energy  and 
ability  of  the  contractors  give  assurance  that  this 
work  will  be  finished  within  the  period  fixed  for 
its  completion,  viz  :  to  Big  River  (about  45  miles,) 
by  the  first  of  July,  1856,  and  through  to  the  Pilot 
Knob  by  the  first  day  of  December,  1856.  The 
prices  agreed  on  are  liberal,  but  by  no  means  ex- 
orbitant ;  and  the  State,  city  and  county  securities, 
held  by  the  company,  are  to  be  received  by  the 
contractors,  at  par,  in  payment  of  the  work,  as  it 
progresses.  In  addition,  they  are  to  receive  a 
moderate  bonus,  on  ihe  completion  on  the  work,  in 
the  stock  of  the  company,  if  the  contract  is  faith- 
fully complied  with.  The  rails,  chairs  and  spikes 
are  to  be  furnished  by  the  Company,  and  are  to 
be  delivered  to  the  contractors  six  months  in  ad- 
▼:u)ce  of  the  lime  specified  at  which  it  is  to  be  fin- 
ished.— St.  Louis  Republican. 

liooomotlvct  for  8t«ep  Ineliuaa. 

John  C.  Trautwine,  of  Philadelphia,  Chief  En- 
gineer of  the  "  Coal  Run  Improvement  Railroad 
Company,"  has  made  a  report  to  the  Directors,  in 
which  it  is  stated  that  the  grading  of  five  miles 
of  the  road  will  be  150  feet  to  the  mile.  Thi.s 
greatly  exceeded  the  limits  at  which  ordinary  lo- 
comotives cease  to  be  economically  efficient,  es- 
pecially for  heaty  freight.  He  however  confiden- 
tly recommends  it,  in  connection  with  the  use  of 
vthe  loconolive  of  G.  E-  Sellers,  of  Cincinnati.— 
.  The  report  says : 

"  Mr.  Sellers  has  for  nearly  twenty  years  been 

■  engaged  in  the  planning  and  construction  of  loco- 
motives, and  is,  at  this  moment,  at  the  head  of 

;  tliat  department  in  one  of  the  most  extensive  es- 
;  tabliahments  in  Cincinnati. 

In  his  engine,  adhesion  is  obtained,  not  by  the 
'\ ;  weight  of  the  engine  alone,  but  by  pressure  pro- 
duced by  the  load  itself.     This  pressure  is  made 
.  V  to  operate  by  means  of  two  horizontal  adhesion 
• .  wheels  or  rollers,  which  act  upon  the  opposite  sides 

■  of  a  center  rail.  The  force  with  which  they  press 
'i,  the  rollars,  is  (by  means  of  a  most  ingenious  de- 
.     vice)  made  to  adjust  itself  instantaneously  to  the 

,.  Tarying  resistance  to  be  overcome,  whether  that 
'i  resistance  be  modified  by  an  increase,  or  diminu- 
:''  tion  of  load,  or  by  change  of  grade. 

I  have  seen  a  small  working  engine  on  Mr.  Sel- 
lers'  principle,  ascend  and  descend  a  grade  of  270 
feet  per  mile,  with  the  same  loads  that  it  could 


bareley  start  on  a  level.  On  this  grade  the  engine 
was  under  the  most  perfect  control  of  the  engine- 
man.  The  experiments  with  this  engine  were  wit- 
nessed, for  some  days  in  succession,  not  by  myself 
only,  but  by  several  of  the  most  eminent  civil  and 
mechanical  engineers  in  the  country." 


Tlie  Hevr  Jaracx  Railroad  Monopoly. 

In  answer  to  an  inquiry  made  by  a  Committee 
of  the  Senate  of  New  Jersey,  as  to  the  terms  upon 
which  the  Joint  Companies,  (Camden  and  Amboy 
Railroad  and  Delaware  and  Raritan  Canal,)  will 
surrender  to  the  State  the  works  of  the  Companies, 
Commodore  Stockton,  on  behaTof  the  Companies, 
replies  in  a  long  paper,  in  which  he  says  that  the 
Joint  Companies  will  dispose  of  all  their  interest 
in  tlie  works  to  the  State,  by  transferring  to  it  all 
the  stock  of  the  Companies,  at  the  rate  at  which 
the  last  thousand  shares  of  stock  have  been  sold 
in  the  market.  The  stock  consists  of  30,000  shares, 
of  which  the  SUte  now  owns  2,000,  leaving  28,000 
to  be  bought,  which,  at  $145  per  share,  which  is 
about  the  market  rate,  would  amount  to  $4,060,- 
000 ;  the  debt  due. by  the  companies,  which  would 
naturally  have  to  be  a.ssumed  by  the  State,  includ- 
ing subscriptions  to  the  Belvidere,  Delaware,  Free- 
hold and  Jamesburg,  and  Flemington  Railroad 
Companies,  would  amount  to  $5,230,000,  (bearing 
interest  at  six  per  cent,  excepting  1,008,000,  which 
is  at  five  per  cent.)  This  would  make  a  total  of 
89,290,000  for  which  the  State  would  become  pos- 
sessed of  all  the  works,  appurtenances  and  fVanch- 
ises  of  the  Railroad  and  Canal,  and  the  interests 
of  the  Companies  in  the  Belvidere,  Delaware,  the 
Freehold  and  Jamesburg,  and  Flemington  Rail- 
roads. 


Olrard  and  Slobll*  Ralroad* 

Mr.  John  D.  Qray,  the  well  known  railroad  con- 
tractor and  bridge  builder,  has  offered  to  build 
the  whole  of  the  Mobile  and  Girard  Railroad, 
yet  unfinished,  its  culverts,  bridges,  depots,  &c., 
for  $17,700  per  mile,  and  to  complete  Ihe  work  in 
three  years  from  January  last.  He  will  require 
one-half  to  be  paid  in  cash  or  its  equivalent — the 
balance  in  the  Bonds  and  Stocks  of  the  company 
— the  bonds  payable  in  10  or  20  years,  at  7  per 
cent  interest.  Mr.  G.  estimates  the  cost  of  iron  at 
$70  per  ton.  If  it  cost  less,  the  reduction  will 
enure  to  the  company,  if  more,  the  company  must 
pay  the  advance.  If  this  proposition  accepted, 
Mr!  Gray  will  ask  Northern  capitalists  to  help  him 
do  the  work.  There  have  been  169  miles  Grading 
and  58  Superstructure  of  the  road  finished,  and 
near  30  miles  will  be  equipped  on  the  eastern  end, 
in  the  coming  spring  or  summer. —  Georgia  Citizen. 


EvausTlllc,  ludlanapolU  and  Cleveland 
Stralf  Ut  Line  Railroad. 

We  learn,  says  the  Evansville  Journal,  that  the 
letting  of  the  first  general  section  of  this  road, 
from  that  city  to  the  crossing  of  the  Cincinnati 
and  St.  Louis  Railroad,  took  place  on  the  15th 
inst,  agreeably  to  notice.  The  competition  in  bid- 
ding was  heavy,  and  a  number  of  contractors  fail- 
ed to  get  work,  their  figures  being  rather  high. 
The  length  of  the  section  by  air  line  between  the 
termini,  is  54  miles,  and  only  fifty-five  miles  by 
the  line  of  the  railroad.  61^  miles  of  which  ;s 
straight  line,  'i}4  miles  of  curverture,  with  an 
average  radius  of  7,385  feet;  and  a  maximum 
grade  of  39  1-100  feet  to  the  mile.  The  work  is  to 
be  commenced  on  the  first  of  April.  Contractors 
are  subject  to  any  alterations  of  the  line.  This 
great  enterprise  is  fairly  commenced  and  its  con- 
struction certain. 


Railroad  Iron  Via  Q^uebee. 
JOHN  ANDERSON  &  CO. 

COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

Q^nebec  and  Montreal. 

PARTICULAR  attentioo  ^ven  to  tbe  Transliipment  of  Iron, 
^    Ac,  in  Transitu  for  the  Wcsteni  Lake  Ports,  and  to  tbe  Ship- 
ment of  Rails  In  Great  Britain, 
Quebec,  Dec.  2, 1863. 


SHANAHAN  &  LOEBER, 

181  Williamst, 

( 1st  floor-Up  Stairs.) 
IVEW-YORK. 

MANDPACTUREB8  OF 

THEODOLITES,  TRANSITS,  LEVELS, 
Surveyors'  Compasses,  Drawing  InstrDmenti, 

Chains,  Scales,  Levelling  Rods,  &c-     lylO 

Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD. 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  15th  day  of 
April  next,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  66  miles,  from  Memphis 
to  Cherry  ville. 

Contractors  must  give  the  most  undoubted  se- 
anrity  for  the  completion  of  the  work  at  the  time, 
and  in  the  manner  specified ;  and  contracts  will 
be  let  in  sectiens,  or  for  the  entire  work,  as  may 
be  deemed  best  by  the  Directors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  should  none  p.ove  satisfactory ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  aa  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

E.  PEABODY, 
Engineer  in  charge. 

To  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  undersigned,  in  the  city  of  St. 
Louis,  until  Thursday,  Mardi  30th  inst.,  for  the 
Grading  and  Masonry  on  the  ST.  LOUIS  &  IRON 
MOUNTAIN  RAILROAD,  extending  from  St. 
Louis  to  the  Pilot  Knob  Mountain,  a  distance  of 
87  miles,  (except  sections  Nos.  1,  2,  3,  4  and  6.) 

Plans  and  profiles  will  be  ready  for  inspection 
one  week  previous  to  the  letting. 

This  line  is  located  through  a  remarkably 
healthy  region  of  country.  The  work  to  be  let 
embraces  a  tunnel  through  solid  rock,  heavy 
earth  and  rock  cuttings,  and  various  descriptions 
of  masonry.    Payments  monthly  in  cash. 

Further  information  may  be  obtained  on  appli- 
cation to  either  of  the  undersigned,  or  to  the  En- 
gineers at  the  office  of  the  St.  Louis  and  Iron 
Mountain  Railroad  Company  in  St.  Louis. 

WM.  M.  WATTS, 

Carlisle,  Penn.sylvania. 
CHAS.  N.  WATTS, 

St.  Louis,  Missouri, 
W.  MILNOR  ROBERTS. 
Pittsburgh,  Pennsylv. 
St.  Louis,  March  2,  1854. 


Knox  &.  Sliain, 

JfANUFACTCnEHS   OF 

LEVELS,  TRANSITS  AND  SURVEYING 

COMPASSES. 

No  72  Duck  St.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 

First  Premium  awarded  by  the  Franklin  Institute. 

Important  to  Railway  Co^s. 

A  GREAT  improvement  has  recently  l>een  perfected  in  the 
manufacture  of  Dum|>iag  Gravel  Oars  by  which  the  cost  U 
materially  lessened  and  tlie  6trenc;th  and  diirabiiity  much  in* 
creased. 

We  have  secured  the  right  to  mnnubcture  these  improved 
Oars  and  can  supply  them  at  prices  ten  per  cent  lower  than  ttao 
ordinary  kind. 

Orders  directed  to  the  Ilamiltoa  Car  Co.,  Hamilton,  Ohio, 
wiO  receive  prompt  attention. 

H.  SAWYER 

(of  the  late  Ann  of  SAWTER  &  HOBBT), 

Manufacturer  of  Transits  and  Le>'elii, 

HAS  removed  to  Uuk»  Place  i>ear  Warburtoo  Av.,  Tonkers, 
N.  Y. 


• ;  t 
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M.  W.  BALDWIN  &  CO.,  Engineers, 


W^ 


Brotd  and  Uamilton  itroets,  Philadelphia, 
rOULD  call  the  attention  of  Railroad  Manatrci^,  and  tboee 
iiiterest«}d  in  Railroad  Property,  to  their  Svstbm  or  Loco- 
MOTivB  Emoinks  in  which  they  art  adapted  to  the  particuiar 
businfos  fur  tehtch  they  may  de  reqitireit ;  by  tl»e  use  of  one, 
two,  three  or  four  pair  of  driving  wheels  ;  aiMl  the  use  of  the 
whole,  or  so  much  of  tlie  weight  as  may  be  desirable  for  ad- 
hosioo :  and  in  accommodating  tbcin  to  the  grade*,  curves, 
strengui  of  siiperstruction  and  rail  and  work  to  be  done. — By 
these  means  tlie  mazimuni  usefUl  effect  of  the  power  is  secured 
with  the  least  expense  for  attendance,  cost  of  (Ud  and  repairs 
to  Road  and  Eugiiie.  Willi  these  olijects  in  view  and  as  the 
result  of  twenty-three  years  practical  eii)erience  in  the  business 
by  our  senior  Partner  we  manufacture  Fire  different  kinds  of 
Engines  aiM]  several  classes  or  iiizva  of  each  kind. 

Particular  attention  paid  to  tlie  strength  qft/te  machine  in  tlie 
plan  and  xcorkmanship  of  all  l/ie  de talis.  Our  long  experience 
und  opportunities  of  obtaining  infonnation,  enables  us  to  offer 
these  engines  with  the  assuraiKe  tliat  in  efBciency,  econotuy  and 
durability  they  will  compare  fiivorably  with  tlione  of  any  other 
kind  in  use. 

We  also  furnish  to  order,  Wheels,  Axles,  Bowling  Tire  (to  lit 
centres  without  l>oring).  Composition  Castings  for  Bearings- 
every  doe«cri|>tioa  of  Copper  Sheet  Iron  and  Boiler  work ;  and 
every  article  appertaining  to  the  repair  or  renewal  of  Loco- 
motive Engine*. 

M.  W.  BALDWIN.  MATTHEW  BAIRD. 


C.  Floyd- Jones., 

Divi!<ion  Engineer  3d  and  12th  Divisions, 

Illi.vois  Central  RAiLROiD. 

Vandalia,  111. 


Boiler  and  Tank  Rivets, 
Nuts  and  Washers ; 

All  Sizes  of 

Bolts  and  Bolt  finds 

for  Sale  by 
BBIDOES  &  BEOTUER, 

C4  CourUand  8t,  N.  7. 

To  Railroad  and  Canal  co.^s, 
contraetors,  &c. 

THE  undersigned  would  direct  the  attention  of  Chief  En- 
gincci-s  and  Contractors  to  the  facilities  they  possess  for 
supplying  them  with  laborers,  mechanics,  tec.  of  any  descrip- 
tion, and  aU<o  to  inform  them  that  they  forward  such  men  to 
whatever  destination  they  may  be  requireil. 

Companies  or  Contractors  desirous  o  I  receiving  steady  and 
industrious  men,  will  be  promptly  supplied  at  ttie  shortest  po^ 
Bible  notice. 

JOHN  J.  HELLING  &  CO. 
No.  85  Groenwksh  street,  New  York. 

«ew  York  and  Erie  R.  R, 


A 


I'.VSdK.VOKK  TU.MXS 

leuv'L'  l'i<:r  f>H>t  uf  Utiaiic-  .striH't, 

«.-i  I'.illiiwi',  viy. :  — 


UtiFFAH)  ExPKKss,  at  7  a  m  for  Bunalti  dir.-ct,  over  the  N. 
y.  ii.  E.  It.  U.,  and  llie  B.  6c  N.  Y.  City  H.  K.,  without  change 
of  bafsjage  or  cars. 

Mail,  at  8^  a.  m.  for  Dunkirk  ami  Buflklo,  and  intermediate 
station.«.  This  train  remains  over  night  at  Elmira,  and  proceeds 
tlie  next  morning. 

Wat  ExPBBiis,  at  12>i  p.  no.  for  Dunkirk,  and  intermediate 
stations. 

-    AcroiiMODATiON,  at  3  p.  m.  for  Delaware  and  intcrmoliate 
ttalion.s. 

Nbwbdbo  Exfrbbs,  at  4  p.  m.,  Ibr  Newbury. 

Wat  Passbxobr,  at  i  p.  m.,  for  Piermotit  and  iutermediatc 
stations. 

NiOHT  BzPBiss,  at  6  p.  m.  for  Dunkirk  and  Buffiik). 

On  Sundays  only  one  Express  Train— at  5  p.m. 

These  Expreaa  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland,  Ciucinoati,  Toledo,  Detroit,  Chicago,  etc 
. CHA8.  MINOT.  Sup't 

Railroad  Iron. 

90i\r\  TONS  Railroad  Ir.n,  weighing  about  69 
AAJKJKJ  lbs.  per  yard,  "  Erie  "  pattern  of  G  L  and 
"  Crawshay"  manuta-tture,  now  on  the  way  from  the 
shipping  ports  in  Grcai  Briuin  to  thia  port,  for  saie  by 
P.  CHOUTEAU,  Jr.,  SANPORD  it  CO.. 
Oecamlwir  4.  1HS2. No.  Bl   Waw  atraet 

Doffg^an^s    Work  on  Bridges. 

SPECIMENS    OP    THE 

STONE,  IRON  AND    WOOD  BRIDGES, 

VIADUCTS,  Tunnels,  Culverts,  etc.,  of  the 
United  Suites  Railroads ;  illustrated  by  a  se- 
ries of  drawings,  fi-om  actual  measurement  of  the 
works ;  including  plans,  sections,  elevations,  and 
details  of  each  structure,  and  an  appendix,  illus- 
trative of  the  art  of  bridge  building,  as  at  present 
practiced  in  Europe. 

lUustraUd   With  Nunitrous  AccuraUly   Engraved 
Drawings. 

16  Nambera,  76  Cents,  each. 
♦♦*A  few  sets  of  the  above  work,  may   be  had 
by  applying  to  the  subscriber. 

JOHN  WILEY,  167  Broadway. 


OrncE  OiNCiNN.tTi,  Hamilton  &,  D.vyton  R.  R.  Co. 
CiNciNN.tTi,  Feb.  14,  1854. 

THE  Directors  have  this  day  declared  a  divi- 
dend of  Five  per  Cent,  on  the  capital  stock  of 
this  Company,  payable  at  the  offiice  of  the  Com- 
pany in  Cincinnati  on  and  after  the  25th  inst.,  till 
which  time  the  Transfer  Books  will  be  closed  ;  .-ind 
at  the  Ohio  Life  Insurance  aiid  Trust  Company's 
Office  in  New  York,  on  and  af.er  the  15th  Proxi- 
mo.    By  order  of  the  Board. 

FRANK.  S.  BOND, 

Sect'y. 


Passenger  Cars  for  Sale. 

Two  first  class  Pjissenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  .it  a  bargain  for  cash  or  go^d 
p.iper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 04  Courtland  Street. 

New  York,  Feb.  21st,  1854. 

Railroad  Letting:. 

PROPOSALS  will  be  received  by  tl'«  under- 
signed at  the  Engineer's  (Jffice,  Dover,  Dela- 
ware, until  March  14th,  inclusive,  for  the  Grailua- 
tion,  Masonry  and  Superstructure  of  the  DELA- 
WARE RAILROAD,  extending  frym  the  Now 
Castle  and  Frenchtowu  Railroad  to  Seaford,  a 
distance  of  70  miles,  through  a  healthy  region, 
and  convenient  to  procure  hands  and  supplies. 

The  work  will  be  divided  into  sections  of  about 
4  miles  each. 

Maps,  profiles,  and  s]>ccifications  will  be  ready 
for  the  examination  of  contractors,  after  the  Ist 
of  March. 

Bidders  personally  unknown  to  the  undersigned, 
will  be  expected  to  produce  satisOictory  evidence 
of  their  responsibility. 

D.  H.  KENNEDY, 

feb.l8-tml4  Resident  Engineer. 

To  Railroad  Contractors. 


nu&SS: 


OfFICK    PlTT.SBtKOH    ANU    CONNKL.S VILLK  ( 

Railroad  Company.      ) 

SEALED  proposals  will  be  received  at  the  office 
of  this  Comi)any,  at  Neville  Hall,  in  the  City 
of  Pittsburgh,  until  5  o'clock  P-  •"•!  of  Wednesday, 
the  22d  day  of  March  next,  for  the  Graduation 
and  Masonry  of  that  part  of  the  Pittsburgh  and 
Connelsville  Railro.id  extending  from  West  Newton, 
in  Westmorehind  Co.,  to  Connelsville,  in  Fayette 
Co.,  this  State,  a  distance  of  25  miles.  This  work 
is  generally  of  a  very  light  character.  It  will  be 
divided  into  sections  of  about  1  mile  each.  Pro- 
posals will  be  received  for  one  or  more  sections. 

Proposals  will  also  be  received  until  the  same 
time  ibr  the  making  of  the  Tunnel  at  the  Sand 
Patch  Summit,  on  the  Alleghany  Mountains,  about 
25  miles  from  Cumberland. — This  Tunnel  is  to  be 
forty-one  hundred  feet  in  length,  through  rock. 
The  work  is  worthy  the  attention  of  the  best  con- 
tractors. It  Is  an  excellent  region  to  do  work 
cheaply. 

Maps,  Profiles  and  S[>ecifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the  Olb 
day  of  March  next,  and  all  proper  information 
given  on  application  to  Oliver  W.  Barnes,  Chief 
Engineer,  or  the  Assistant  Engineers  on  the  line. 

Satisfactory  testimonials  will  be  expected  from 
Contractors  not  known  to  the  Company.  By  order 
of  the  Board. 

W.  LARIMER,  Jr.,  President, 
Pittsburgh  &  Connelsville  B.  R.  Co. 


To  Civil  Engineers  and  Sur- 
veyors. 

TBANSITS,  Level  and  SurveyorslComfiasses  Manufactured  on 
tbe  moat  improved  principle  and  or  tlie  Best  Quahty 

by  THOMAS  HUNT, 
No.  63  fultoo  Street, 
lylO*  Ntv>  York. 


Notice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  RAILWAY 
New  Bbunswick. 

PROPOSALS  will  bo  received  by  the  under- 
signed at  his  office,  Prinee.ss  street,  St  'John, 
N.  B.,  up  to  the  6th  day  of  April  1854,  (or  the  en- 
tire construction  of  that  portion  of  the  Eastern 
Division  of  the  above  Railway  extending  from  Uie 
crossing  of  the  Road  from  Schedi.ic  to  Dorchester 
to  the  Bend  of  the  Petitcodiac  River  being  a  dis- 
tance of  about  twelve  miles,  comprieing  the 
Grubbing,  Grading,  Masonry,  Bridging,  and  the 
Ballasting  and  Laying  of  the  permanent  Road. 

The  work  will  be  divided  into  two  sections 
which  being  .idjacent  to  others  to  be  proceeded 
with  on  their  completion,  is  well  worthy  the  atten- 
tion of  Contractors. 

Proposals  may  be  mad«  for  one  or  Imth  sections 
and  with  or  without  the  permanent  Road  and  Bal- 
lasting. 

Plans  and  Specifications  will  be  ready  for  the 
in8i>ectioD  of  bidders  on  ;ind  after  tbe  oth  day  o  f 
Marcli  at  tiie  above  office  where  all  other  necessa- 
ry information  may  be  obtained. 

W.  E.ROSB. 
St.  John,  N.  B.,  27th  FcbV  1854. 

I&ailroad   Companies    and 
Contractors, 

WANTING  first  rate  German  or  Iri.sh  laltorer? 
fur  railroad.s  and  canal  work,  or  iucc)iania« 
of  any  kind,  will  find  the  undersigned  a  first  rale 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants a|>])ly  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  anv  part  of  the  Union. 

t  '       MORUIS  &.  COHNERT,     , 

Euroftean,  Aineiicun  Employment  Office,' 
~        287  Broa<lway,  comer  Reade-st 
3t Under  the  Irving  House,  New  York. 

THi  ~~~ 

Neiv  Vorker  Handels-Zeitung 

A  GERMAN  Commercial  I'apor,  cni,t.-iiuin<;  Trioe*  Cnrr»>tit, 
•^  Marliet  Reports,  Kxcliantrc  anid  Stock  Ratcv,  .^liiiipingf  Libt 
aiKl  Corr<'hi>0!i<lencc*<  I'rom  all  |«irt«  of  tlie  world,  a|>^)ean<  twice 
a  week  in  two  sc|iarate  i-ditioiis,  viz  :  one  for  lumtc  circulaticn, 
piiMislicd  eacli  WedrM-i'day  and  t^atur.lay  morning  :  tbe  otiwr 
for  cireulatiuu  in  Ktirf>|io.— tlie  only  Gennan  Pa|ier  pubiiKbed  in 
ili<-  Uniteil  States  a<lniiti<~J  to  tiM'  Oomian  Stales — ■[tpears  de- 
fore  tlie  dci'irture  of  eicii  mail  atcaimrr>r  £iim|>e.  Term*  :— 
The  pap<T,  per  annum,  at  New  York,  $5,  Int  (^emuuiy,  ftd  I 
Pof'tat;)-  imludisl,  ;^ll,'an<l  fur  all  otcr  i>art<> of  Eiiroite,  tlM> 0. 8. 
Pi>i\kiga  hicliu.,  $S.     Advertit«mcnts  taken  at  liberal  tcniM 

To  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI  , 
THIRD  A\n  roi;nTn  divisions. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  this  road,  (extending  from  the  Mis- 
souri river  at  Jeffi-Tson  Citj',  pa.ssing  near  George- 
town and  Warrensburgb,  to  the  Missouri  river  near 
Iiideijendence,  about  160  miles,)  so  soon  after  the 
first  of  May  next,  as  s.atisfactory  proposals  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  oflTer- 
crcd,  or  such  parts  as  particular  contractors  may 
.select  in  fonn  and  quantity  to  suit  the  interests  of 
the  company.  Proposals  are  asked  for  by  tbe  CD- 
bic  yaitl,  with  cash  payments ;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thiida  cash  and  one  third  in 
county  and  railroad  mortgage  boitds  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  P;iciftc  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  b  now  in  opera- 
tion ;  the  second  division  to  Jeflfenon  City  nnder 
present  course  of  construction. 

The  third  and  fourth  divisions  now  ofTered  pass 
over  a  high,  rolling  mixed  prairie   and   timbered 
country,  and  lor  healthfulness  and   supply  of  pro- 
visions will  compare   favorably  with   any  part  o  f 
the  west.  THOS.  ALLEN,  Pros. 

Thos.  S.O'Sollivan,  Chief  Eof. 

Pacific  R.R.  Office,  St.  Louis,  Feb.  1864. 
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AMERICAN    RAILROAD    JOURNAL. 


Railroad  iron. 

t  6^F\f\  Tona  Erio  Pattom  Guest  and  Ov/»  mako,  woiKlitiig 
X^OKj  67 )<  lbs.  per  yard,  to  be«liipi>e<l  from  Wales  iu  Ju- 
y  and  August,  for  this  port— for  sale  by 

BOOKMAN    JOHNSTOX  &  CO., 
June  e  1863.  *0  Broadway,  New  York. 

Railroad  Iron. 

THE  "  iMontour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Railo  of  the  usual  patierna  and 
.weights,  and  of  any  required  length  not  exceeding  30 

eet  per  rail.    Apply  to  ^     . . 

THOS.  CHAMBERS,  President, 

September.  I860. 


Railroad  Iron. 

THE  Undersigned,  Agents  for  the  Manufacturers, 
are  prepared  to  contract  to  deliver  tree  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 
luch  weiittlt  or  pattern  as  may  be  required. 

^'.,Ji     VOSE,  PERKINS  &  CO., 
*      •  9  South  William  St. 

New  York,  June  1,  1961. 

Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manufacture  for  Railroad 
Companies  Passenger,  BaKgage,  Cattle,  Freigtit,  Gravel  and 
Ha^  cars,  ah«.  Ba«ga«e  ^-^^  -'{jf^-^'j^^J^D^  CO. 
MavniUeJKy.,  Sept.  29. 1863. 

jnr^Stoart,  Serrell  &  Co., 

CIVIL  ENGINEERS, 

■     "  •  Rooms  22,  24,  26  &  27, 

157  Broadway,  New  York. 

Chabl««  b.  Stoart,              Edward  W.  8«rrbi.l, 
Danicl  Marsh,  SAMnBL  MoBlrot. 


Railroad  Iron. 

Onrvr^  tons  superior    quality,  delivery  from    April  for 
O  UUU  ward,  with  6  to  600  tons  per  month,  for  sate  by 

NAYLOR  oc  CO., 
}2tf  90  tt  101  Jobn  street 


Railroad  Iron. 

5  AAA  TONS  T  RAILS,  about  one-half  woltfbuig   69  lbs. 
,UUU  per  yard  and  the  remainder  66  lbs.  per  yard  now  m 
bond  and  for  sale  by  JOHN  H.  HICKS, 

lid  Feb' y.  .■■■'     '  ■  i-  90  Beaver  street 

^^outh -Western   Car  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at  short  notice,  for  all  kirds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  poiut  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
reauiring  work  delivered  in  the  South  and  West, 

W.  CLOUGH. 
Refer  to 
Jno.  Brough,  Esq.  Winslow,  Lanier  &  Co. 

feb.18.lm. 

To  Railroad   Bng^ineers   and 
Contractors. 

WANTED,  a   corps  of  efficient  Engineers  and 
Contractors,  for  the  construction  of  a  Rail- 
''Toad  in  one  of  the  Southern  States.     Apply  to 
<■■■  DUFF  GREEN. 

-     New  York,  Feb.  14th,  1841. 

Ontario,  Simcoe  Sl  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simcoe  is  expected  to 
be  completed  to  the  Georgian  Bay,  Lake  Huron  a 
distance  of  96  miles  in  June  neat  where  it  will  form  the  shortest 
and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (61 
miles)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day— 
On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  will  convey  passengers 
throi^  that  Lake  and  Lake  Concbiching  to  Onlla  whence  a 
abort  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloolah)  wliich  runs  to  tlie  Sault 
St.  Murie  and  intermediate  ports  fbnning  the  most  ex(>ediUous 
mod  agreeabi*  route  to  the  Mineral  Regions  of  Lakes  Huron 
and  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
the  Georgian  Bay  Ibr  a  line  of  first  class  Steamers  to  extend  their 
trip*  to  the  ports  on  Lake  Michigan. 

▲LFBID  BBUNSL, 
8aperint«adeDt 


To  LoeomotiYe  £ng:ine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &.C.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 

about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
>. .  a  .-     V  :        No  61  Camp  Street, 

New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,   Pine  Street,  New 
York. 

Railroad  Splices,  Boiler  RIy- 
ets,  etc. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr..  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrou?ntIron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  exacute  all  orders 
with  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPORTRRS  <>t  English  refined  and  Mer- 
chant bar  Iron ;  Extra  refined  Car  and  Locomotive 
Axles  (from  3)  to  6i  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise. —  | 
Spring,  Shear,  and  Cast  Steel,  etc..  etc.,  etc. 

r.  at  E.  GEOROB. 
Philadelphia,  November  14,  1860. 

liallroad  Iron. 

THE  UNDERSIGNED,  li  A  VINGmade arrange- 
ments  abroad,  are  prepared  to  contract  for  the  de- 
livery of  Korelfrn  rails,  of  ippraved  brands  upon  the 
most  faverable  terms. 

They  will  alao  make  contracts  for  American  rails, 
m  ide  at  their  Trenton  works,  from  Andover  Iron,  In 
wtioie  or  in  pan,  aa  may  be  agreed  upon. 

They  are  prepared  to  tumish  Telegraph,  Spring  and 
Maiket  Wire  ;  Braziers  and  VTire  Roos  ;  Rivets  and 
Merchant  Bars  to  order,  ail  nude  exclusively  from  An- 
lovcr  Iron.  The  attention  of  parties  who  require  iron 
o<  the  very  beMt  quality  for  special  purposes,  is  respeot- 
(uUy  invited.  COOPBll  A  HBWITT; 

17  Burling  SUp,  N«w  Vork. 

Ptbmarr  U,  law. 


Notice  to  Contractors. 


fisn 


Chief  Enqinegr's  Opficb,  ) 
Norfolk,  Va.,  Jan.  8, 1864.     J 

SEALED  PROPOSALS  will  be  received  by  the 
undersigned  at  this  Office,  from  the  1st  until 
the  20th  day  of  March  next,  at  sundown,  for  the 
"clearing"  and  "Graduation"  on  the  line  of  the 
"  Norfolk  and  Petersburg  Railroad,"  between  that 
portion  of  said  road  now  under  contract,  and  its 
terminus  at  Petersburg— covering  a  distance  of 
about  eighteen  miles ;  also,  for  the  "  Culvert"  and 
"Bridge"  Masonry  of  the  last  section  of  said 
work. 

At  the  same  time,  sealed  proposals  are  invited 
for  the  "  Abutment"  Masonry  of  "  Bridges"  over 
the  Eastern  and  Southern  branches  of  Elizabeth 
River. 

The  work  will  be  divided  into  sections  of  aboat 
three  miles,  and  bids  may  be  made  for  one  or  mor« 
of  said  aections. 

The  line,  plan,  profiles  and  quantities  of  work 
will  be  ready  for  examination  on  and  after  the  1st 
of  March. 

Specifications  with  forms  of  contract  and  pro- 
posal may  h»  had  of  the  undersigned  after 
date. 

Payments  will  be  made  in  current  funds  during 
the  progress  of  the  work,  in  proportion  o(  four-fiftks 
of  the  amount  due. 

Of  bidders  personally  unknown  to  the  under- 
signed, evidence  of  their  responsibility  will  be  ne- 
cessary ;  and  of  those  to  whom  work  shall  be  al- 
lotted, 'ffill  be  required  bond  and  approved  securi- 
ty in  an  amount  not  exceeding  one-fifth  of  the 
amount  of  their  contract,  for  the  timely  and  faith- 
ful execution  of  the  same. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accord- 
ing to  contract,  or  to  reject  all  if  none  are  satisfac- 
tory. 

The  line  is  easy  of  access,  the  country  through 
which  it  passes  abundant  in  supplies  and  of  a  cli- 
mate highly  favorable  for  the  prosecution  of  work 
at  all  seasons. 

The  work  here  offered  for  contract  is  of  a  char- 
acter well  worthy  the  consideration  of  the  most 
responsible  contractors. 

W.  MAHONE, 
Chief  Engineer, 

January  19. 

Norfolk,  Feb'y  10th,  1864. 

Sealed  proposals  will  be  received  between  the 
dates  mentioned  in  the  above  notice,  for  the  con- 
struction of  two  Iron  Bridges  with  stone  abut- 
ments and  piers,  one  over  the  Eastern  Branch  of 
the  Elizabeth  River,  630  feet  long,  and  confin- 
ing about  8,300  cubic  yards  of  masonry,  and  the 
other  over  the  Southern  Branch  of  the  same 
stream,  about  400  feet  long,  and  containing  some 
1,700  cubic  yards  of  masonry.  Plans  of  bridges, 
with  quantities  of  material  and  working  drawings, 
will  be  ready  for  inspection  after  the  1st  March. 

From  this  date  proposals  will  be  entertained  for 
the  Clearing  and  graduation  of  several  sections 
not  included  in  the  18  miles  mentioned  in  the 
above  notice,  and  also  for  the  bridges  and  culvert 
masonry  upon  said  sections, — of  the  former  aboat 
3,560  cubic  yards,  and  the  latter  670. 

W.  MAHONE, 
Chief  Engineer  N.  <f.  V.  R.  R. 

Spikes,    Spikes,    Spikes. 

ANY  person  wishing  a  simple  and  eiTective  Spike 
Machine  ,or  a  number  of  them,  may  be  •unplied 
Sy  addpejalnff  J.  W.  PLACK.  froy,  N.  yT 

ox^  MOORE  H  AROAWAY.  Richmoiid,  Va. 


Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  can- 
traeu  for  Railroad  Iron,  of  Messrs.  OuMt  A  Co.,  or  other 
leading  manuthetiu-crs'  make,  delivered  free  ou  board  veiasii  in 
■ngland  or  in  this  country. 

BOORUAK,  JOHNSTON  *  00.. 
7>  W  Broadway,  New  Twk. 
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_  ■  The  Mechanical  Engineering  department  of 
this  paper  will  be  under  the  charge  of  Mr.  Zerab 
Colburn. 
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R«p*rt  OB  FwBded  Debt  sf  the  Country. 

We  givefbelow,  (from  the  NewjYork  Times,)  the 
report  of  Secretary  of  the  Treasury,  made  in  pur- 
suance of  a  resolution,  the  object  of  which  was  to 
obtain  information  as  to  the  amount  of  the  foreign 
indebtedness  of  the  United  States.  We  give  the 
general  results  arrived  at,  preferring  to  wait  for 
the  official  copy  of  the  report,  before  giving  the 
tables  referred  to. 

Assuming  the  correctness  of  the  above  tables, 
the  result  is  a  very  satisfactory  one.  It  shows  a 
much  greater  proportion  of  the  capital  invested  in 
our  public  works,  to  be  owned  by  our  own  people, 
than  we  had  supposed.  Taking  out  Bank  and 
United  States  stocks,  and  we  have  an  aggregate  of 
$883,687,413,  the  greater  part  of  which  has  been 
expended  upon  railroads  and  canals.  Of  this  sum, 
8160,496,708,  or  a  little  less  than  one  quarter,  is 
represented  as  held  by  foreigners. 


The  aggregate  amount  of  stock  and  bonds  of 
railroad  companies,  is  stated  to  be  $478,009,524. 
Of  this  sum  S52,184,777,  or  only  one  ninth,  are 
represented  to  be  held  abroad.  The  proportion  of 
capital  stock  of  railroads,  held  abroad,  is  $8,244,- 
025,  or  one  thirty-fifth  of  the  whole  amount ;  while 
of  bonds,  the   proportion  is  a  little   ovei'  vne- 

quartcr.         •:<■:>«  ".       ;.:';■     • --     . 

The  above  exhibit  places  the  position  of  the 
foreign  holders  of  our  securities  in  a  very  favora- 
ble light.  It  shows  that  they  take  no  risks,  but 
confine  their  investments  to  loans  to  our  eiiterpri- 
zes,  instead  of  involving  themselves  directly  in  the 
result  of  their  success.  The  holders  of  the  bonds 
of  railroad  companies  have  the  whole  investment 
in  railroads,  as  represented  by  stocks  and 
bonds  or  $478,005,524,  as  security  for  $177,111,- 
567,  the  amount  of  such  bonds,  or  about  three 
dollars  for  one.  But  this  does  not  correctly  state 
the  case,  as  a  considerable  portion  of  the  indebt- 
edness of  several  of  the  States,  and  a  much  larger 
amount  of  the  indebtedness  of  municipal  bodies, 
have  been  made  a  basis  for  the  issue  of  bonds  by 
railroad  companies.  The  security  for  the  funded 
debt  of  our  railroad  companies,  is,  therefnre,  in 
the  aggregate,  ample.  There  are  only  a  very  few 
cases,  where  it  is  not.  /»;.  YV   ;  •      ►-. 

The  report  shows  tliat  our  people  are  not  build- 
ing railroads  entirely  upon  credit.  The  proportion 
of  stocks,  to  bonds,  is  somewhat  larger  than  we  had 
supposed.  The  estimate  of  the  amount  of  our 
securities,  held  abroad,  is,  we  think,  below  the 
fact.  We  can  point  out  several  errors  in  the  ta- 
bles, to  which  we  shall  refer  whep  we  publish 
them. 

THEisiRY  Department,  March  2,  1854. 
Sir  :     The  following  resolution  was  adopted  by 
the  Senate  on  the  4th  of  April,  1863  : 

Resolved,  That  the  Secretary  of  the  Treasury  be 
requested  to  procure,  as  far  as  practicable,  and 
furnish  the  same  to  the  Senate  at  the  commence- 
ment of  the  next  session  of  Congress,  the  following 
imformation,  namely :  *- 

"  The  aggregate  amount  of  Federal,  State,  City, 
County,  Railroad,  Canal,  and  other  Corporation 
Bonds,  Stocks,  or  other  evidences  of  debt,  held  in 
Europe  or  other  foreign  countries,  on  the  30th  of 
June,  1863,  specifying  separately,  so  far  as  the 
same  can  be  ascertained,  the  amount  of  each  of 
the  above  descriptions  of  bonds  and  stocks." 


In  compliance  with  the  above  resolution,  I 
Lave  the  honor  to  submit  the  accompanying  docu- 
ments. 

A  letter  from  the  Register  of  the  Treasury,  da- 
ted February  27,  1864,  giving  the  amount  of  Fed- 
eral Stock  outstanding  the  SOth  of  June,  1853, 
and  the  amount  estimated  as  then  held  by  foreig- 
ners, residing  beyond  the  bounds  of  the  United 
States. 

A  general  statement  of  the  amount  of  bonis  of 
the  several  States,  outstanding  on  the  SOth  of  June. 
1863,  and  of  the  amount  thereof  held  by  foreigners 
residing  beyond  the  bounds  of  the  United  States, 
as  well  as  could  be  ascertained,  according  to  re- 
turns received  at  the  Treasury  Department,  from 
the  chi  of  officers  of  the  different  States. 

A  table  showing  the  amount  of  the  State  bonds 
outstanding  June  30,  1853,  the  amount  of  the 
same  then  held  by  foreigners  residing  beyond  the 
bounds  of  the  United  States,  according  to  the  es- 
timates of  Winslow,  Lanier  &  Co.,  on  the  States 
marked  with  an  asterisk,  the  amount  of  property 
held  by  various  State  Governments,  exclusive  of 
school  Junds  according  to  tha  American  Almanac 
for  1854,  and  the  amount  of  real  and  personal  es- 
Ute  subject  to  taxation  in  each  State,  according 
to  the  United  States  census  returns  for  1860. 

A  statement  of  the  amount  of  bonds  of  cities, 
towns  and  counties,  outsUnding  on  the  30th  of 
June,  1853,  and  of  the  amount  thereof  then  held 
by  foreigners  residing  beyond  the  limits  of  the 
United  States,  as  far  as  could  be  ascertained  ac- 
cording to  returns  made  to  the  Treasury  Depart- 
ment by  the  following  cities,  towns  and  counties, 
and  including  some  reported  by  brokers. 

A  general  statement  of  so  many  of  the  Banks 
as  have  made  returns  of  the  amount  of  capital 
paid  in,  and  oi  the  amount  thereof  held  by  foreig- 
ners on  the  30th  of  June,  1853. 

A  general  statement  of  so  many  Insurance  Com- 
panies as  have  made  returns  to  the  Treasury  De- 
partment. 

A  general  statement  of  so  many  Railroad  Com- 
panies as  have  made  returns  to  the  Treasury  De- 
partment, and  of  the  amount  of  capital  authorized, 
the  amount  paid  in,  and  the  amount  thereof  held 
by  foreigners,  so  well  as  could  be  asceruined  on 
or  near  June  30,  1853. 

A  general  statement  of  so  many  Canal  and  Nar- 
igation  Companies  as  have  made  returns  to  the 
Treasury  Department,  of  the  amount  of  capital 
authorized,  the  amount  paid  in,  and  the  amount 
thereof  held  by  foreigners,  and  also  of  U^e  amount 
of  bonds  outstanding,  and  the  amount  tnercof  held 
by  foreigners  June  30, 1863. 

A  general  statement  ofse  many  miscellaneous 
Campanies  as  have  made  returns  to  the  Treastiry 
Department  of  the  amoimt  of  their  capital  author- 
ized, the  amount  paid  in,  and  the  amount  thereof 
held  by  foreigriers  on  the  SOth  June,  1858. 
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A  general  summary  (marked  K)  of  the  foregoing 
documents. 

It  will  be  seen  by  reference  to  K,  taking  Wins- 
low,  Lanier  &  Co.'s  estimate  as  the  criterion,  that 
in  June,  1853,  the  aggreate  stocks  and  securities 
of  the  character  set  out  in  the  table,  abroad  were 
$222,225,315. 

The  application  of  capital  to  railroads  commen- 
ced in  1829^  and  to  canals  prior  to  that  date ;  but 
we  have  no  data  from  which  we  can  state  the  a- 
mount  of  foreign  indebtedness  on  those  accounts. 
In  1829,  the  outstanding  United  States  debt  was 
•about  858,400,000,  a  considerable  part  of  which 

■  was  then  held  abroad;  and  we  know  that  a  large 
;  amount  of  United  States  and  other  bank  stocks 

was  also  held  abroad ;  and  it  might  be  fair  to  csti- 
.  mate  that  the  indebtedness  of  the  same  character, 
\  M  in  table  K,  was  as  great  in  1829  as  it  was  in 
'  1863 ';  and  that  the  annual  interest  and  dividends  to 
■  foreign  holders  of  stocks  and  bonds  have  reached 
.   for  the  last  24  years  about  $13,000,000. 

There  is  no  data  from  which  to  make  an  aggre- 
V  gate  statement  of  the  capital  that  had  been  appli- 
1'  ed  to  canals,  railroads,  and  the  establishment  of 
banks,  insurance  companies,  &c.,  prior  to  1829, 
^    and  which,  in  connection  with  table  K,  would  ex- 
hibit the  amount  applied  to  those  objects  since ; 
nor  is  there  any  data  from  which  to  estimate  the 
yalue  which  the  application  of  capital  to  canals, 
railroads  and  banks,  has  given  to  the  solid  wealth 

■  of  the  country. 

All  of  which  is  respectfully  submitted. 
Your  obedient  servant. 
JAMES  GUTHRIE,  Secretary  of  the  Treasury. 
Hon.  D.  B.  Atchison,  President  of  the  Senate. 
'  General  summary^  just  SO,  1853 — [Marked  K.] 

;V  Held  by 

['^  Total.         foreigners. 

•  United  States  Stocks ....  S58,205,517  $27,000,000 

Bute  Stocks 190.718,221     72,931,607 

113    Cities'  and    Towns' 

Bonds 79,352,149     16,462,322 

347  Counties  Bonds 13,928,369       6,000,000 

985  Banks'  Stocks 266,725,965       6,688,996 

76  Insurance  Companies' 

'  ■,      Stocks 12,829,730         378,172 

244   Railroad  Companies' 

Stocks 30,893,967      8,244,025 

244  Railroad  Companies' 

Bonds 170,111,562    43,888,762 

16  Canal  and  Nav'n  Co.s' 

Stocks 36,888,918        664,900 

16  Canal  and  Nav'n  Co.s' 

Bonds 22,130,569     1,967,647 

15     Miscellaneous    Co.s' 

Stocks 16,425,612        802,720 

15     Miscellaneous     Co.s' 
Bonds 2,358,323        265,773 


Total $1,178,567,8828184,184,714 

If  the  estimate  of  Winslow,  Lanier  &,  Co.  be  pre- 
ferred as  to  the  amount  of  State  Stocks  held  by 
foreigners,  $110,972,108  must  be  substituted  in 
the  second  line  of  the  second  column,  and  the  to- 
tal will  then  be : 
Aggregate  of  Stocks  and  Bonds....  $1,178,567 ,882 
r.  Ageregats  held  by  foreigners 222,225,316 

SUMMARY  OP  RAILROADS. 

Prom  returns  made,  with  a  few  exceptions,  by 
their  own  officers : 
222  Railroads,  capital  authorized ....  $380,201,100 

Capital  paid  in 259,750,422 

C  api  tal  held  by  foreigners 7 ,044 ,025 

Bonds  outstanding 143,968,868 

Bonds  held  by  foreigners 36,126,172 

Total  of  Capital  paid  in  and  Bonds 

outstanding 400,709,290 

Total  of  Capital  and  Bonds  held  by 

foreigners 43,160,777 

ADDENDA. 

Returns  from  22  other  Railroad  Companies,  part 
taken  frofl^he  American  Railroad  Journal,  and 
part  obtained  from  Brokers  : 

Capital  paid  in $53,143,546 

Bonds  outstanding 26,161,684 

Supposing  the  proportion  of  capital  stocks  and 


bonds,  held  by  foreigners  in  these  companies,  to 
be  tbo  same  as  in  the  companies  from  which  re 
turns  have  been  directly  received,  we  have  the 
following  results : 

244  Companies,  capiUl  paid  in $306,893,967 

Capital  held  by  foreigners 8,025,990 

Bonds  outsUnding 190,111,652 

Bonds  held  by  foreigners 43,888,752 

Total  of  Capital  paid  in  and  Bonds 

outsUnding 480,005,619 

Total  of  Capital  and  Bonds  held  by 

foreigners 61,914,742 

Note. — Owing  to  the  extent  of  country  over  which 
they  are  spread,  the  number  of  Superintendents 
to  whom  they  are  entrusted,  and  the  character  of 
the  works,  it  is  very  difficult  to  ascertain  the  num- 
ber in  progress  at  any  given  period. 

In  the  volume  prepared  by  Mr.  Andrews  and 
communicated  by  the  Secretary  of  Treasury  to 
the  Senate,  on  the  26th  of  August,  1852,  the  num- 
ber of  miles  in  operation  is  stated  to  be  12,808|, 
and  in  progress  12,612.    Total,  26,  402J  miles. 

"At  least  $80,000,000  are,"  it  is  said  in  the 
same  volume,  "  now  annually  required  to  carry 
forward  works  in  progress,  and  to  meet  the  de 
mand'of  new  ones  that  may  arise.  Of  this  sum, 
$50,000,000  are  borrowed  either  of  capitalists  of 
this  country  oi  of  Europe." 

"  Average  cost  of  Roads  from  Maine  to  Mary- 
land, $40,000  per  mile. 

"  Average  cost  of  Roads  in  other  States,  $20, 
000  per  mile. 
"  Roads  completed,  12,821i  miles,  at 

$30,000  per  mile $384,630,000 

"  Roads  in  progress,  12,811i  miles,  at 

$20,000  per  mile 252,660,000 


Total ....$637,190,000 

It  is  beleived  that  an  extent  of  line  equal  to  the 
whole  number  of  miles  now  in  operation  will  be 
completed  in  3  years  from  the  present  time,  at 
which  period  the  cost  of  our  roads  will  equal  the 
above  sum. 

According  to  the  American  Almanac  for  1854, 
the  railroads  in  operation  in  1863  had  an  extent 
of  14,494|  miles,  but  in  this  total  are  incluied 
some  roads  which  are  but  partially  in  operation. 

New  Jerscjr  Locoinotlve  Rnd  Maelilne  Coa 

We  have  received  from  the  above  company  an 
admirable  daguerreotype  view  of  one  of  their 
magnificent  engines,  recently  completed  for  the 
New  York  Central  Railroad  Company.  The  pat- 
tern of  engine  which  it  represents  is  one  of  supe- 
rior durability,  beauty  and  efficiency.  It  has  17 
by  20  inch  cylinders  and  6  feet  driving  wheels, 
with  a  very  liberal  proportion  of  boiler  room  and 
communicating  capacity.  It  combines  every  ar- 
rangement which  can  be  claimed  as  an  improve- 
ment in  the  plan  of  locomotives ;  while  in  tho 
practical  details  of  its  construction  it  has  more 
than  ordinary  merits  of  solidity  and  permanence 
of  parts,  and  beauty  and  extent  of  finish.  It  is 
particularly  in  the  qualities  of  strength  and  sound- 
ness of  material  that  the  productions  of  this  com- 
pany excel.  We  speak  this  from  our  own  practi- 
cal acquaintance  with  the  details  of  their  engines 
as  well  as  of  those  by  most  other  builders.  The 
frames  and  their  bracing  to  the  boiler,  the  fasten- 
ings of  the  cylinders,  the  truck  frames,  valve  mo- 
tions, spring  suspension  and  other  parts  of  these 
engines  bear  out  this  remark.  In  these  respects 
they  hare  all  the  strength  of  the  Baldwin  engines, 
while  they  combine  more  beauty  and  a  more  gene- 
ral use  of  wrought  in  place  of  cast  iron.  The  super- 
intendent and  engineer  of  these  works,  Mr.  John 
Brandt,  Senior,  has  bad  a  longer  experience  in  the 
management  of  engines  than  almost  any  other 
man  in  the  country.  For  years  he  was  at  the 
head  of  the  immense  motive  power  department  of 


the  Erie  Railroad,  designing  and  contracting  for 
new  engines,  and  conducting  the  operation  and  re- 
pair of  tho  engines  in  use. 

We  have  always  endeavored  to  press  upon  rail- 
road companies  the  importance  of  securing  good 
work  in  their  running  equipment.  Most  railroad 
companies  assume  the  diameter  of  cylinder  to  be 
the  standard  of  efficiency  and  of  value  of  their  en. 
gines.  But  it  must  be  remembered  that  if  one 
builder  gives  a  larger  allowance  of  boiler  and  a 
greater  strength  of  parts  than  another,  for  any 
given  size  of  cylinder,  he  is  building  in  reality  a 
larger,  more  powerful  and  better  engine,  and 
should  reasonably  receive  a  larger  price.  Most  of 
the  Paterson  built  engines  have  from  33  to  50  per 
cent,  more  boiler  room,  and  [much  less  dead 
weight,  for  a  given  size  of  cylinder  than  others 
built  in  those  localities  which  have  attracted  a 
large  business  by  the  inducement  of  low  prices. 
In  truth,  tho  builder  of  a  "cheap  engine,"  as  such 
work  usually  goes,  gives  less  evaporative  power, 
strength,  finish,  and  soundness  of  material,  in  pro- 
portion to  his  price,  than  another  who  furnishes  a 
work  like  the  one  which  has  formed  the  subject  of 
these  remarks. 


OrricE  Memphis  &  Ohio  R.  R  Co.) 
Memphis,  Venn.,  March  8th,  1864.     ) 

Edt.  R.  R.  Journal, 

DearSir, :;    -l 

I  hand  you  for  publication  the  following  state- 
ment in  reference  to  the  Memphis  and  Ohio  Rail- 
road Company, 

1st.  Memphis  is  at  the  head  of  uninterrupted 
navigation  on  the  Missouri.  The  River  has  lately 
been  blocked  up  with  ice  above  us ;  and  has  been 
frozen  over  several  times  as  low  down  as  Ran- 
dolph, 60  miles  above.  It  is  the  point  at  which 
all  steamers,  but  those  of  the  smallest  class,  stu]) 
running,  in  the  fall,  and  early  winter,  on  account 
of  low  water. 

Boats  are  often  run  aground  on  sandbars,  and 
are  detained  a  week,  or  two  days,  between  Mem- 
phis and  Louisville.  ;l'  ■    •;. 

Almost  the  only  interruption  to  travel  between 
this  and  the  Eastern  cities,  occurs  between  Mem- 
phis and  Louisville. 

2d.  The  Register  kept  at  our  steamboat  land- 
ings shows  that  there  were  upwards  of  3,200  land- 
ings made  at  Memphis,  in  1853,  by  the  steamers 
passing  on  this  way  to,  and  from.  New  Orleans. 

This  gives  a  tolerably  good  idea  of  the  amount 
of  travel  on  these  boats,  annually  going  to,  and 
from,  this  city. 

The  same  register  shows,  that  nearly  one-half 
of  these  landings  were  made  by  boats  coming 
from,  and  going  to,  the  Ohio  River ;  and  of  course, 
it  also  shows  that  nearly  one-half  of  the  travel 
annually  passing  by  us  to  and  from  New  Orleans, 
is  from  tho  Ohio  valley. 

3d.  It  is  estimated  by  competent  persons,  that 
each  boat  will  average  100  passengers  on  each 
trip.  Allowing  that  there  are  1,400  trips,  this 
would  give  140,000  people  going,  and  coming,  by 
Memphis,  from  the  Ohio  valley  every  year. 

At  $10  each,  the  passage  money  would  amount 
to  $1,400,000. 

But,  suppose  the  number  of  passengers  to  be 
100,000  persons,  the  travel  would  yield  $1,000,- 
000,  at  $10  each. 

4th.  The  Memphis  and  Ohio  Railroad  is  intended 
to    do     away    with    all    the    delay,     danger, 
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vexation,  and  heavy  charges  incident  to  this  un- 
certain  river  navigation  and  to  place  passengers 
from  Memphis  to  Louisville  15  hours  instead  of 
five  or  ten  days. 

5th.  It  will  not  cost  $8,000,000,  at  S25,000 
per  mile ;  but  suppose  it  to  cost  $10,000,000,  it 
is  a  sum  upon  which  the  revenue  from  through 
travel  alone  will  pay  10  per  cent.  Surely  the  icay 
travel,  (generally  twice  as  great  as  the  through,) 
ani  Jreight  will  pay  expenses. 

6th.  Our  road  will  run  from  Memphis  to  Paris^ 
in  Heury  County,  Tcnn.,  about  125  miles.  The 
counties  which  it  penetrates,  had  a  taxable 
wealth,  last  year,  of  nearly  60,000,000,  and  that 
was  upwards  of  100  per  cent,  increase  over  the 
wealth  of  1840. 

The  population  of  those  10  counties  has  increas- 
ed 60  per  cent,  during  the  past  ten  years ;  while 
that  of  the  most  favored  part  of  Tennessee, 
around  Nashville,  has  increased  by  about  10  or 
12  per  cent.,  during  the  same  time. 

7th.  The  route  of  the  road  has  been  pretty 
well  canvassed  as  far  as  Chugville,  about  65  miles; 
and  about  $650,000,  or  $10,000  per  mile,  have 
been  subscribed.  '  -J-      ''■  ;  --^       ; 

The  subscription  has  been  mostly  of  the  leading 
planters  of  the  country,  who  have  adopted  the 
plan  of  giving  their  notes  falling  due  in  November 
1854,  January,  April  and  November  1855,  January, 
April,  Novepiber  1856,  and  January  1857. 

They  prefer  doing  this,  io  paying  tolls  when  it 
may  ba  inconvenient. 

We  have  advertised  for  proposals  for  grubbing, 
cleaning,  grading  &c.,  and  we  have  our  rneans  in 
hand,  and  the  best  notes  of  the  South. 

8.  Memphis,  five  or  six  years  ago,  shipped  100,- 
000  lbs.  cotten.  She  shipped  203,000  last  year. 
Her  Western  trade  is  rapidly  growing,  and  it  will 
soon  be  worth  more  to  her  than  all  other  trade. 
Two  great  lines  connect,  or  will  connect,  her  with 
the  East  and  Northeast.  One  is  her  Charleston 
Road.  The  other  is  hei  Memphis  and  Ohio  Boad. 
Paris  is  on  the  air  line  to  Louisville,  about  35 
miles  from  the  Kentucky  line.  Kentucky  has 
just  chartered  the  Louisville  and  Memphis  Rail- 
road, leading  down  to  this  road.  This  gives  us  a 
direct  air  line  connection  with  the  Ohio  Valley 
and  the  lake  country,  and  our  commerce  will 
reach  Louisville  and  Cincinnati,  on  this  line,  soon- 
er than  over  any  other. 

9.  At  Paris  the  Clarksville  and  East  Kentucky 
Road  come  in,  via  Bowling  Green,  Danville,  Lex- 
ington, etc.,  and  that  is  the  great  line  North. 

I  inclose  an  article  for  your  examination,  and 
you  will  find  the  tables  of  distances  named,  as  fol- 
lows : 

From  Boston  to^  St.  Louis,  via  Cincinnati, 
about 1,300 

From  Boston  to  Memphis,  via  Lexington, 
Bowling  Green 1,330 

From  New  York  to  St.  Louis,  via  Dunkirk, 
Cincinnati 1,194 

From  New  York  to  Memphis,  via  Baltimore, 
Lexington  and  Bowling  Green 1,110 

From  Philadelphia  to  St.  Louis,  via  Pitts- 
burgh and  Cincinnati 996 

From  Philadelphia  to  Memphis,  via  Balti- 
more,  Lexington  and  Bowling  Green 1,020 

From  Baltimore  to  St.  Louis,  via  Cincinna-   - 

ti gj3 

From  Baltimore  to  Memphis,  via  Lexing- 
ton and  Bowling  Green 925 

It  is  thus  seen  that  Memphis  is  not  more  than 

thirty  or  forty  miles  farther  from  the  Eastern 


cities  than  St.  Louis  is ;  while  it  is  at  least  one 
himdred  and  fifty  miles  nearer  Fulton  than  St. 
Louis  is. 

10.  Our  State  loans  this  Memphis  and  Ohio 
Road  $10,000  per  mile,  besides  bridgipg  the  im- 
portant streams. 

11.  The  planters  on  the  entire  line  are  waiting 
to  take  contracts,  %  stock  and  %  ca^^  j  ^^^^  ^^ 
shall  have  a  heavy  force  on  it  by  the  Ist  of  May 

The^engines  are  pushing  on  the  location,  and  it 
is  supposed  the  preparing  the  road  for  the  iron 
will  not  exceed  $7,000  per  mile. 

J.  T.  Tbezvant. 

Interesting    facta   Aeveloped  by  tlie  Cenans 
•f  1850. 

The  whole  number  of  inhabitants  in  the  United 
States,  on  the  Ist  of  June,  1850,  was  23,263,488 
which  may  be  classified  in  this  wise.  Whites,  19,- 
630,738 ;  free-colored,  428,661 ;  slaves  3,204,089. 
Of  the  free  inhabitants,  17,737,505  are  natives, 
and  2,210,828  were  born  abroad,  viz:  961,719  in 
Ireland,  673,226  in  Germany,  278,675  in  England, 
147,700  in  British  America,  70,650  in  Scotland 
54,069  in  France,  29,868  in  Wales,  and  95,022  in 
all  other  countries.  Of  our  17,736,792  free  in 
habitants,  4,112,433  are  settled  in  States  in  which 
they  were  not  bom.  About  26  per  cent,  of  the 
whole  population  of  Virginia  has  migrated  ;  South 
Carolina  has  sent  forth  36  per  cent.,  and  North 
Carolina  31  per  cent.,  yet  the  New  Englanders, 
particularly  of  Vermont  and  Connecticut,  are  the 
most  discursive.  They  are,  in  fact,  everywhere — 
at  the  South,  the  West,  in  the  territories,  on  the 
Pacific — wherever  there  is  space  for  a  blade  of 
grass  to  grow,  or  a  spindle  to  turn,  or  a  shop  to 
be  opened,  or  a  railroad  to  be  built — in  short, 
wherever  an  honest  penny  is  to  be  picked  up,  bv 
any  kind  of  industry  or  ingenuity.  There  are, 
for  instance,  18,763  Massachusetts  men  in  Ohio. 
9,230  in  Missouri,  55,773  in  New  York,  4,760  in 
California.  There  are  133,756  New  Yorkers  in 
Michigan,  67,180  in  Illinois,  68,835  in  Pennsyl- 
vania, and  101  in  New  Mexico.  Virginia  has 
sent  85,762  of  her  people  to  Ohio,  41,819  to  In- 
diana, and  10,387  to  Alabama.  Thus,  a  perpetual 
interchange  of  inhabitants  is  maintained  between 
the  different  States,  which  has  a  grand  moral  ef- 
fect in  fusing  their  separate  prejudices,  in  produc- 
ing a  common  sentiment,  in  interweaving  bonds  of 
affection  and  amity,  and  in  rendering  the  improve- 
ments and  advances  of  each  locality  a  stimulus 
to  the  exertions  of  all  the  rest.  A  common  lan- 
guage and  common  poUtical  institutions  are  in- 
citements to  unity ;  but  the  reciprocal  influences 
of  trade  and  intercourse  are  the  life-blood  of  our 
nationality.  The  white  inhabitants  are  growing 
nearly  10  per  cent,  faster  than  the  slaves,  and  the 
free  colored  are  dwindling  out.  The  total  increase 
in  the  United  States  is  about  three  and  a  half  per 
cent,  per  annum,  while  in  the  most  favored  coun- 
tries of  Europe  it  is  only  one  and  a  half,  and  in 
the  less  favored,  a  fraction  of  one  per^cent.  Ac- 
cording to  our  past  progress,  it  will  only  take  forty 
years  to  enable  us  to  surpass  England,  France, 
Spain,  Portugal,  Sweden,  and  Switzerland  com- 
bined. The  close  of  the  existing  century  will 
swell  our  numbers  to  one  hundred  millions — not, 
however,  of  such  miserable,  degraded  wretches  as 
are  crowded  together  in  China,  or  as  were  packed 
down  in  some  of  the  ancient  cities,  but,  of  free, 
educated,  industrious  and  refined  men. 

The  people  of  this  country  are  variously  oc- 
cupied, although  agriculture  is  thus  far  their 
chief  employment.  At  the  time  the  late  census 
was  taken  4,000,000  were  engaged  in  cultivating 
the  land,  1,050,000  in  manufactures,  400,000  in 
commerce,  100,000  in  mining,  60,000  in  fisheries 
and  60,000  in  the  forests.  We  possess,  118,457,- 
622  acres  of  improved  farms,  and  184,621,348  of 
ununproved,  the  cash  value  of  which  is  $3,270,- 
733,029.  We  possess  also  over  100,000  manufac- 
turing establishments,  using  a  vested  capital  of 
$530,000,000. 

We  have  1,390  steamboats  measuring  417,226 
tons,  some  3,000  miles  of  canals,  13,315  miles  of 


railway  completed,  besides  12,681  miles  in  pro- 
gress. Our  total  lake,  river,  coasting,  canal,  and 
railroad  trade  is  valued  for  1862  at  $6,688,639,- 
372.  Our  whole  inward  and  outward  tonnage  is 
10,591,045  tons. 

It  might  be  inferred — as  not  a  few  foreign  tour- 
ists in  America  indeed  have  inferred,  from  the  ex- 
hibition of  the  immense  industrial  activity  of  our 
people,  that  they  are  wholly  absorbed  in  the  pro- 
cess of  creating  wealth,  yet  such  an  inference 
would  do  them  considerable  injustice.  They  are 
devoted  to  the  dollar,  it  is  true,  but  they  are  apt 
also  to  spend  the  dollar  in  a  liberal  manner.  Their 
activity  in  the  various  spheres  of  intellectual  and 
benevolent  enterprize  is  not  a  whit  less  remarka- 
ble than  their  physical  activity.  They  take  care 
of  their  unfortimate  brothers,  of  the  insane,  the 
idiotic,  the  mute,  the  criminal  and  the  poor,  (of 
the  latter  of  whom  they  have,  happily,  fewer 
than  any  other  nation,)  with  as  sediUous  a  care, 
and  as  generous  a  provision,  as  the  most  advanced 
people  in  Christendom ;  they  print  and  read  an 
incredible  number  of  books,  and  fifty-fold  more 
journals  and  magazines  than  any  other  people ; 
while  in  respect  to  education  and  religion,  their 
efforts,  because  they  are  voluntary,  put  to  shame 
those  of  other  people. 

A  large  proportion  of  the  children  of  the  United 
States,  of  a  suitable  age,  are  in  attendance  upon 
schools.  The  whole  number  is  4,089,607— of 
which  4,003,046  are  whites— 26.461  free  colored— 
3,942,681  are  natives-.-147,426  are  foreigners. 
The  number  of  males  is  2,146,432,  and  of  females 
1,916,614.  The  total  number  of  colleges  in  the 
United  States  is  234 — of  acadamics  and  semina- 
ries, 6,032.  Besides  these  there  are  80,991  public 
schools  which  are  attended  by  3,354,173  scholars. 

The  whole  number  of  periodicals  in  the  world 
arc  distributed  in  this  proportion.  A«ia  84,  Afri- 
ca 14,  Europe  1094,  America  3000,  of  which  2800 
are  printed  in  the  United  States,  and  have  an  an- 
nual circulation  of  422,600,000  c  pies. 

The  number  cf  churches  is  36,221,  excIoaiTd  «f 
the  territories  and  California.     .,  J'^  A;'-  .  '•--j. 

A  BILL  for  the  Construction  of  a  Railroad  from 
the  Valley  of  the  Mississippi  to  the  Pacific  Ocean. 
Be  it  eruLcled  by  the  SenaU  and  House  of  Represen- 
tatives of  the  United  States  of  America  in  Con- 
gress assembled.  [Senate  Bill.] 
That  a  good  and  substantial  first-class  railroad, 
with  two  or  more  tracks,  having  iron  rails  weigh- 
ing not  less  than  70  pounds  to  the  yard,  shall  be 
constructed  through  the  territories  of  the  United 
States  from  some  point  in  the  western  boundary 
of  some  one  of  the  Atlantic  States,  west  of  the 
Mississippi,  to  some  point  in  the  eastern  b  jrder  of 
the  State  of  California.  The  location  of  the  initial 
points,  and  route  of  such  railroad,  shall  be  fixed 
by  the  individual  or  company  who  shall,  in  man- 
ner hereinafter  mentioned,  contract  with  the 
United  States  for  the  construction  of  the  same. 
The  public  land  necessary  for  the  bed  of  such 
road,  of  a  width  to  be  determined  by  the  Secretary 
of  War  not  exceeding  200  feet,  together  with  all 
sites  for  stations,  turn-outs,  watering-places,  or 
other  necessary  incidents,  shall  be,  and  the  same 
are  hereby  granted  to  the  said  individual  or  com- 
pany, for  the  period  they  shall  exist,  and  continue 
to  work  such  road  in  conformity  to  this  act,  and 
thereafter  shall  be  dedicated  for  said  purpose,  as 
long  as  it  is  used  therefor :  Provided,  however, 
That  no  turn-out  shall  extend  more  than  —  hun- 
dred feet  laterally  from  the  line  of  the  main  trunk, 
and  not  more  than  —  square  acres  shall  be  set 
apart  for  stations  and  watering  places,  nor  shall 
such  stations  or  watering  places  be  nearer  to  each 
other  than  —  miles.  The  said  railroad  shall  be 
commenced  within  three  years  ftx)m  the  date  of 
such  contract,  and  be  completed  within  seven 
years  thereafter,  and  one-seventh  part  thereof, 
having  relation  to  the  estimated  cost  of  the  entire 
construction  and  equipment  of  the  sanft,  shall  bo 
completed  within  each  of  the  said  seven  years. 
The  road  may  be  constructed  by  any  individoal, 
or  by  any  company  or  association,  or  any  corpora- 
tion, which  has  been  or  may  be  chartered  by  the 
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Legislature  of  auy  one  ot  ilie  United  Slates,  wit' 
powers  for  that  purpose,  who  shall  obtain  the  con- 
trar.t  •with  the  United  Stat<  s,  according  to  th. 
t»::uis  hcrdnaftfr  stipuhiteil ;  and  fo- ila- pa  poM 
of  enabling  the  party  to  whom  the  coiitiat. t  nja.\ 
be  awarded,  under  thiii  act,  to  construct  the  saii 
road,  there  is  hereby  approi>riated  every  alternati 
odd  numbered  section  within  twenty  miles  ol 
each  side  of  the  route  of  said  road,  with  a  righi 
to  make  good  any  deficiency  within  that  range,  as- 
near  thereto  as  practicable  ;  and  there  is  hereby 
appropriated  a  sum  not  exceeding  a  maximum  ot 
$6tK)  per  mile  for  carrying  the  United  States  mai 
daily  on  the  said  road  lor  a  period  not  longer  than 
thirty  years  from  the  time  of  its  completion,  and 
there  shall  be  granted  to  the  said  party  a  quantity 
not  exceeding  1,000  sections  within  a  coIllinuou^ 
length  of  fifty  miles  of  said  road,  when  an  otficei 
of  the  United  States  engineer  corps,  to  be  de- 
signated by  the  Secretary  of  War  for  the  purpose, 
shall  certify  to  the  Secietary  of  the  Interior  thai 
any  fifty  continuous  miles  of  said  road  is  complet- 
ed, and  then  and  thereafter  another  like  quantitv 
of  land  for  a  like  length  of  road  shall  be  granted, 
and  so  on  until  the  whole  of  said  ruad  shall  be 
completed,  and  the  contract  shall  be  awarded  to 
the  party  who  shall  bid  the  lowest  sum  per  milt 
for  carrying  the  mail  within  the  maximum  amount 
herein  before  specified,  and  who  shall  in  all  other 
respects  conform  to  the  stipulations  of  this  act. 

The  Secretary  of  War  shall,  immediately  aftei 
the  passage  of  this  act,  issue  and  publish  in  such 
of  the  cities  of  the  United  States  and  Territories, 
not  less  than  three  in  each  State  or  Territory,  il 
so  many  there  be,  as  he  may  deem  proper,  for  the 
term  ot  twelve  weeks,  a  notice  inviting  sealed 
proposals  for  the  construction  of  the  said  railroad, 
according  to  the  conditiuns  and  provisions  of  tbib 
act,  and  at  the  expiration  uf  that  time  the  pro- 
poaals  shall  be  opened  and  the  said  Secr>^tar} 
shall  than  award  and  make  a  contiact  of  thai 
date,  provided  the  President  snail  approve  the 
same,  for  the  construction  of  the  said  railroad  to 
and  with  the  iudivitiual  or  company  who  shall 
have  proposed  to  construct  the  same  upon  the 
terms  most  favorable  to  the  United  States,  accord- 
ing to  the  provisions  of  this  act,  and  shall  comply 
with  the  said  provisions  in  regard  to  the  execu- 
tion of  the  contract.  The  said  contract  shall  bind 
the  United  States  to  grant  to  the  said  individual 
or  company  to  whom  the  contract  under  this  act 
shall  be  awarded,  the  alternate  sections  as  herein 
before  authorized,  and  also  the  amount  of  the 
lowest  bid  per  mile  ander  the  maximum  aforesaid 
for  carrying  the  United  States  mail,  and  the  party 
contracting  to  construct  the  road  shall,  when  exe- 
cuting the  contract,  deposit  with  the  Treasurer  of 
the  United  States  in  money,  or  in  the  State  Stocks 
worth  par  value,  or  Stocks  of  the  United  States 
at  par  value,  $2,000,000  as  security  for  the  per- 
formance of  the  contract. 

The  contractor  shall  receive  to  his  own  use  the 
interest  on  such  stock ;  Provided,  The  United 
States  will  pay  no  more  interest  thereon  than  the 
rate  of  interest  which  the  said  stocks  bear,  and 
which  shall  actually  be  received  in  case  of  State 
Stocks. 

Whenever  the  individual  ot  company  shall  fail 
to  carry  on  the  construction  and  equipment  of  said 
road  as  hereinbefore  provided,  he  or  they  shall 
forfeit  to  the  use  of  the  United  States   $100,000 
of  the  moneys  and  stocks  so  deposited,  for  every 
month  that  such  default  shall  continue.     When 
tho  work  shall  have  been  completed  within  the 
period  before  mentioned,  to  the  satisfaction  of  the 
Secretary  of  War,  then  the  moneys  or  stocks  so 
deposited,  or  the  portion  thereof  remaining  after 
such  forfeitures,  shall  be  repaid  and  delivered  to 
said  individual   or  company.     The  individual  or 
company  constructing  said  railroad  shall,   within 
the  said  period  of  seven  years,  fully  and  adequate- 
ly equip  the  same  for  transportation  and  travel, 
and  put  it   into   operation.     They  shall  enjoy  to 
their  own  use,  for  forty  years  from  the  time  of  its 
completion,  the  profits   and  emoluments  of  the 
said  road,  but  they  shall,    nevertheless,    at    all 


and  transport  the  troops,  the  military  and  naval 
>tore8  and  munitions  of  war  of  the  United  States, 
it    reasonable    rates,    to  be  determined    by  the 
lepartnient  requiring    such  transpoiUtion ;    and 
Jungress  shall  have  the  right  at  any  time,  to  re- 
iuce  the  tolls  and  fares  to  be  charged    for  pas- 
sengers and  freight,  if  they  shall  think  necessa- 
i-y ;    so,  however,  as  to  allow  always  a  profit  of 
twelve  per  cent,  per  annum  upon  the  actual  in- 
ves  ment  of  the  individual  or  company;  and  the 
United  States  may,  also,  by  an  act  of  Congress, 
resume  the  said  road,  and  all  the  franchises  here- 
by granted,  on  paying  to  the  said  individual  or 
company,  the  moneys  which  he  or  they  shall  have 
.ictually  expended  in  making  and  equipping  said 
road  with  a  net  profit  of  twelve  per  cent,  interest 
per  annum  thereon,  exclusive  of  the  moneys  and 
land  to  be  estimated  at  $1  25  per  acre,  received 
t'rom  the  United  States,  and  also  with  the  deduc- 
tion of  such  profits  as  may  have  accrued  to  such 
individual  or  company  up  to  the  period  of  such 
resumption. 
Upon  the  exp'ration  of  the  period  of  time  spe- 
ified  in  the  contract  for  the  construction  of  said 
t  .tad,  when  the  same  shall  cease  to  be  the  proper- 
ly of  said  contractor,  it  shall  be  surrendered  to 
the  United  States,  with   all  equipments  in  good 
order,  it  being  understood  that  any  failure  in  this 
respect  shall  be  made  good  by  the  Government  at 
the  cost  of  the  contractor;  and   upon  the  surren- 
der of  the  said  road  to  the  United  States,   at  the 
expiration  of  the  aforesaid  period  of  forty  years, 
or  in  the  event  of  the  resumption  of  it  and  the 
franchises  thereof  by  the  United  States,  as  here- 
inbefore contemplated,  th  -  said  road,  or  so  much 
thereof  as  may  be  situated  within 'the  limits  of 
any   State,  or  States,  which  may  be    hereafter 
erected  out  of  the  territory,   shall  be  ceded  by 
the  United  States  to  such  State  or  States,  upon 
the  condition  that  the  mails,  troops  military  and 
naval  stores,  munitions  of  war,  all   property  of 
the  United  States,  passengers  and  fi  eight  of  every 
description  shall  be  carried  at  such  rates  as  Con- 
gress shall  prescribe,  and  upon  such  further  con- 
ditions as  Congress  may  hereafter  stipulate. 

Sec.  2.  And  be  it  further  enacted,  That  to  aid  in 
the  extension  of  said  road  from  its  terminus   on 
the   eastern  boundary  of  California  to  San  Fran- 
cisco, on  such  route  as  may  be  determined  by  the 
State   of  California,  there  is  hereby   granted   to 
that  State  every  alternate  section  of  land  designa- 
ted  by  odd   numbers,  within  twenty  sections   in 
width  on  each  side  of  said  extension ;  but  in  case 
it  shall  appear  that  the  United  States  have,  when 
the  line  or  route  of  said  branch  road  is  definitely 
fixed  by  the  authority  aforesaid,  disposed  of  any 
section  or  any  part  thereof,  intended  to  be  granted 
as  aforesaid,  or  that  the  right  of  preemption  has 
attached  to  the  same,  then  it  shall  be  lawful   for 
any  agent  or  agents,  to  be  appointed  by  the  Gov- 
ernor of  said  State,  to  select,  subject  to  the  appro- 
val of  the   Secretary  of  the  Interior,   from   tho 
lands  of  the   United  States   nearest  to  the  tier  of 
sections  above  specified,  so  much  land  in  alternate 
sections  or  parts  of  sections  as  shall   be  equal  to 
such  lands  as^the  United  States  have  disposed  of, 
or  appropriated,  or  to  which  the  right  of  preemp- 
tion has  attached,  as  aforesaid,  which  lands,  (thus 
selected,  in  lieu  of  those  disposed  of,  or  to  which 
preemption   has  attached,  as  aforesaid,  together 
with  the  sections  and  parts  of  sections  designated 
by  odd  numbers,  as  aforesaid,  and  appropriated 
as  aforesad,)  shall  be  held  by  the  said  State  for 
the  purpose  aforesaid :  Provided,  That  the  lands 


act,  except  so  far  as  may  be  found  necessary  to 
locate  the  route  of  said  branch  road  through  such 
reserve  lands,  in  which  case,  the  right  of  way 
only  shall  be  granted,  subject  to  the  approval  of 
the  President  of  the  United  States. 

Sec.  8.  And  be  it  further  enacted,  That  the  sec- 
tions and  parts  of  sections  of  lands,  which,  by 
such  grant,  shall  remain  to  the  United  States, 
within  twenty  miles  on  each  side  of  said  branch 
road  in  California,  shall  not  be  sold  for  less  than 
double  the  minimum  price  of  the  public  lands 
when  sold ;  nor  shall  any  of  said  lands  become 
subject  to  private  entry  until  the  same  have  been 
first  offered  at  public  sale  at  the  increased 
price. 

Sec  4.  And  be  it  further  enacted,  That  the  said 
lands,  hereby  granted  to  the  said  State,  shall  be 
subject  to  the  disposal  of  the  Legislature  thereof, 
for  the  purposes  aforesaid  and  no  other ;  and  the 
said  branch  railroads  shall  be  and  remain  public 
highways  for  the  use  of  the  Government  of  the 
United  States,  free  from  toll  or  other  charge  upon 
the  transportation  of  any  property  or  troops  of  the 
United  States. 

Sec.  6.  Andbeit  further  enacted.  That  the  lands 
hereby  granted  to  said  State,  shall  be  disposed  of 
by  said  State  only  in  the  manner  following,  that 
is  to  say  :  that  a  quantity  of  land  not  exceeding 
four  hundred  sections,  and  included  within  a  con- 
tiguous length  of  twenty  miles  of  said  branch 
roads,  may  be  sold  ;  and  when  the  Governor  of 
said  State  shall  certify  to  the  Secretary  of  the 
Interior  that  any  twenty  continuous  milesof  said 
branch  road  is  completed,  then  another  hke  quan- 
tity of  land  hereby  granted  may  be  sold ;  and  so 
on  from  time  to  time  until  said  branch  road  is 
completed ;  and  if  said  branch  road  is  not  com- 
pleted within  years,  no  further  sales  shall  be 
made,  and  the  land  unsold  shall  revert  to  the 
United  States. 

Sec.  7.  And  be  il  further  enacted,  That  the 
United  States  mail  shall  be  transported  over  said 
branch  road,  under  the  direction  of  the  Post  OflBce 
Department,  at  such  price  as  Congress  may  by 
law  direct;  but  until  such  price  is  fixed  by  law, 
the  Postmaster  General  shall  have  the  power  to 
determine  the  same. 

Sec.  7.  And  be  it  further  enacted.  That  this 
grant  of  land  to  the  State  of  California,  for  the 
extension  of  the  road  as  aforesaid,  is  made  upon 
the  further  and  express  condition,  that  passen- 
gers, and  also  freight  of  every  description,  shall 
be  carried  upon  the  said  road  at  reasonable  rates, 
when  compared  with  the  average  charges  on  other 
first-class  railroads  in  the  United  States,  and  with 
the  right  hereby  expressly  reserved  to  Congress  of 
regulating  and  diminishing,  should  they  deem 
proper,  such  rates  according  to  what  they  may 
consider  just  and  reasonable. 


to  be  so  located  in  Calitomia,  shall  in  no  case,  be 
further  than  thirty  miles  from  the  line  of  the  said! 

branch  road;  and  the  lands  hereby  granted  shall  I  gible,"  models  to  be  made  of  wood 
be  exclusively  applied  to  the  construction  of  the 
said  branch  road,  and  shall  be  disposed  of  only 
as  the  work  progresses,  and  the  same  shall  be  ap- 
plied to  no  other  purpose  whatever:  And  provided 
further.  That  any  and  all  lands  reserved  to  the 
United  States  by  any  act  of  Congress,  for  the  pur- 
pose of  aiding  in  any  object  of  internal  improve- 
ment, or  in  any  manner  for  any  other  purpose 
whatsoever,  be  and  the  same  are  hereby  reserved 


Clialleiiffe  to  Bridge  Builders. 

Believing  myself  to  have  discovered  the  strong- 
est possible  form  of  a  support  of  a  bridge,  that  is 
the  best  possible  arrangement  of  the  materials  in 
a  bridge,  so  that  no  bridge  of  any  other  form  can 
possess  equal  strength,  and  being  aware  that 
others  believe  the  same  thing  with  regard  to  their 
inventions  and  as  it  is  a  matter  of  some  interest  to 
the  public  and  capable  of  being  definitely  and 
satisfactorily  settled  by  actual  experiment,  I 
propose  to  test  a  model  of  my  bridge  against  any 
that  may  offer,  for  the  sum  of  one  thousand  dol- 
lars, to  be  put  up  by  each  competitor,  the  tnal  to 
toke  place  in  the  city  of  New  York  as  soon  as  pos- 

or  iron  of  equal 
length,  height  and  weight.  Particulars  to  be  agreed 
upon :  address 

DUDLEY  BLANCHARD, 
Troy,  N.  T. 


of 


times  keep  the  road  aod  equipments  io  good  order,  to  the  United  Btateift'om  the  operittion  of  this  cadaIi. 


NewSzcavator. 

We  invite  attention  to  a  notice  in  another  column 
a  new  excavator  to  be  used  on  railroads  and 
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New  Patent  Excayator  for  Grading^  Railroads  and  Canals. 


The  annexed  engravings  represent  a  new  Ex- 
cavator and  Capstan  used  for  railroad  and  canai 
grading,  recently  invented  and  put  into  practica' 
operation  by  Mess.  Ellis  and  Qordon  of  Rochester, 
N.  Y.  Fig.  1  is  a  longitudinal  vertical  section  of 
the  two  machines  set  up  ready  for  operation.  Fig. 
2  is  a  front  elevation  of  the  back  end  of  the  ex- 
cavating machine.  The  machine  is  built  and  used 
OB  carriage  wheels,  and  is  operated  by  being 
drawn  over  the  ground,  similar  to  a  common  plow 
or  scraper.  It  is  drawn  by  a  powerful  capstan, 
so  constructed,  that  its  motion  can  be  reversed 
at  pleasure  by  the  teamster,  drawing  the  machine 
either  backwards  or  forwards.  When  the  capstan 
is  set  up  ready  for  operation,  the  excavator  can 
be  drawn  over  the  surface  of  a  cut,  twenty  rods 
in  length,  and  of  any  required  breadth,  suitable 
for  a  railroad  or  canal,  until  the  cul  is  of  suffi- 
cient depth, — without  moving  it.  The  capstan 
chain  with  which  the  excavator  is  drawn,  is  form- 
ed into  a  kind  of  endess  belt,  which  belt  passes 
around  the  capstan  barrel  at  one  extremity,  and 
around  a  pulley  fastened  to  an  anchor  in  the 
ground,  and  at  a  distance  of  some  twenty  rod.s 
from  the  capstan.  The  excavator  is  permanently 
attached  to  one  side  of  said  belt  in  such  a  man- 
ner as  to  form  a  part  of  it,  and  is  thus  drawn 
with  it  in  the  direction  which  it  is  moving.  The 
other  side  of  this  belt  takes   a   turn  around  a' 


pulley  on  the  side  of  the  excavator,  and  gives  it;  wide  and  from  six  to  twelve  inches  in  depth,  the 
a  rotary  motion  for  the  purpose  of  driving  thelearth  passes  over  this  plow  and  is  discharged  by 
elevator.  The  excavating  machine  consists  of  a' it  on  to  an  endless  revolving  belt,  or  ele- 
large  plow  or  scraper  permanently  attached  toivator,  by  which  it  is  conveyed  up  into  a  dump- 
the  frame  of  the  machine  in  such  a  manner  that  ing  hopper  of  sufficient  size   to   hold  a  yard  of 

earth,  which  hopi)er  is  suspended  at  the  back 
.part  of  the  machine  and  in  rear  of  the  wheels 
jin  such  a  position,  that  carts  can  be  driven  under 
iit,  and  receive  their  load  from  the  hopper  in- , 
Istantaneously  while  the  machine  is  in  motion. 
I  Four  to  six  horse  power  is  sufficient  to  work  the 
jmachine  in  the  stiSest  kinds  of  clay,  or  hard  p»a, 
at  the  rate  of  from  fonr  to  six  hundred  yards 
per  day.  Three  men  are  required  to  attend  it 
while  ill  operation.  A  saving  of  26  to  50  per 
cent,  is  realized  in  the  use  of  this  machine  over 
the  ordinary  mode  of  excavating  earth.  The  prin-  ' 
cipal  advantages  which  this  machine  possesses 
lover  all  others  treed  for  like  purposes,  is  the  sim- 
Iplicity  and  economy  of  its  con.«truction,  rcnder- 


ing  it  much  clicai)er  and  far  more  durable ;  it  is 
portable  being  removed  from  one  job  to  another 
with  as  mnch  facility  as  the  cartn,  and  set  up 
at  a  trifling  expense  and  is  adapted  to  all  kinds 
it  can  be  lowered  down  into  the  ground  any  de-  of  work.  A  machiiio  may  be  seen  in  operation  ■ 
sired  depth  when  operating,  or  raised  above  the  at  Rochester  at  any  time.  Orders  for  the  ex-. 
ground  to  a  sufficient  height  to  permit  the  ma- cavator  may  be  addressed  to  Ellis  &  Co.,  Ro- 
chine  to  be  drawn  from  place  to  place  without  Chester,  N.  Y.  Patents  have  been  applied  for. 
inconvenience.     The  plow  cuts  a  furrow  four  feet  Price  Sl,200. 
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DAMAGES    FROM    LOSS    OF    BL'SI.N'ESS. 

In  the  case  of  Phillips  vs.  the  Great  Northern 


and  in  the  course  of  his  address  to  the  jury,  he  the  Editor  ol  the  Times,  who  had  said  of  the 
propounded  the  following  query  :  "  If  BaronjplaintiflT's  ship,  that  it.  was  unseaworthy,  and  that 
Rothschild,  or  any  great  stockholder,  should  be  it  Lad  been  bought  by  the  Jews  for  the  purpose  of 
Railway  Company,  lately  tried  in  the  English, prevented  from  attending  change  in  consequence'transporting  convicts  to  tho  colonial  settlements, 
Queen's  Bench,  the  plaintiff  was  a  horse  dealer'of  an  injury,  caused  without  design,  or  gross  neg-  it  was  held  that  the  plainlilT  might  show  the  gen- 
and  brought  his  action  to  recover  damages  for  ijggnce,  and  should  loose  the  chance  of  gaining  eral  nature  of  his  business  as  a  ifepping  merchant, 
negligence  on  the  part  of  defendant,  whereby  an'£ioO^OOO,  for  example,  must  the  unfortunate,' and  the  average  of  his  profits  ;  not  as  a  measure 
accident  occurred  to  one  of  their  trains,  in  which j through  whose  act  or  omission  the  disaster  was |of  damages,  but  as  a  means  of  indicating  to  the 
plaintiff  was  travelling.  The  plaintiff  sustoined^gystained,  be  held  responsible  for  that  amount  1  jury  the  general  nature  of  the  injury  he  had  suv 
an  injury  which  prevented  him  from  atttending  to!     The  Judj,c  instructed  the  jury,  that  they  must  lained.  :, .      ,  .;    ,      -  .".>-' 

business  for  5  weeks.     He  showed  that  he  wastheia^vanl  to  the  plaintiff,  what,  upon  a  review  of  the}     How  can  a  jury  ascertain  what  Is  a  reasonable 
agent  of  the  French,  Belgian,  and  Sardinian  gov-  evidence,  seemed  to  them  a  fair  pecuniary  com-  compensation  for  an  injury,  unlets  they  known  all 
ernments  for  the  purchase  of  horses,  especially  pcnsation  for  the  injury  in  qmstiou.        .' 
sUllions.     The  Belgian  goverment  was  in  thehab-     jhcy  subsequently  rendered  a  verdict  for  the! 
it  of  paying  him  £25  for  each  horse  which   he  additional  sum  of  £150,  making  the  plaintiff's  full      See  Sedgwick  on  damages,  p.  92. 
purchased  for  them.     The  second  half  year  of  amount  of  recovery  £378.  |     The  loth  volume  of  Barbour's  Reports  of  the 

1861  his  profits  were  £3000  ;  in  1852  his  profits'  prospective  profits  in  business  are,  of  course,  al-  Supreme  Court  of  New  York,  which  has  just  been 
were  £5000;  in  1863,  £4300.  His  injuries  from  ,,^ayg  subject  to  contingencies,  and  it  is  the  gene-!publi.shed,  contains  the  following  decisions  relative 
the  railroad  accident  had  prevented  him  from  at-  ral  rule,  in  actions  like  the  one  above  mentioned,  to  railroads  ; 

tending  races  and  horse  fares,  and  he  claimed  that  the  plaintiff  must  show  that  the  damages! assessment  of  damages  for  land— a  fihality. 
that  damages  should  be  allowed  him,  proportional\vhich  he  claims  to  recover,  are,  in  all  humanj  The  Supreme  Court  has  no  jurisdiction  to  sn- 
to  the  anticipated  profits  which  be  was  preventedjprobability,  the  certain  consequences  of  the  wrong-[pervise  or  correct  the  doings  of  Commissioners, 
from  realizing.     The  defendant's  paid  £228  into, fui  act  complained  of     But  there  are  cases  in'appointed  to  ascertain  the  damages  sustained  by 


the  circumstances  of  tlie  case  in  which  it  occur- 
red 1 


Court,  as  a  fair  pecuniary  compensation  for  the 
injury  complained  of 


which  Courts  will  admit  evidence  of  losses  some-  the  owners  of  land  taken  for  railroad  purposes, 
what  remote,  not  upon  the  ground  of  its  furnish-  unless  such  authority  be  responsibly  conferred  by 
It  was  strenuously  contended  by  the  Counsel'iog  a  measure  of  damages,  but  as  furnishing  statute.  And  the  statute  has  conferred  no  power 
for  the  Railroad  Company,  that  the  evidence  offer- 'grounds  upon  which  an  estimate  can  be  formed  ofon  that  Court  to  entertain  a  motion  to  set  aside 
fcd  in  order  to  show  the  plaintiff's  probable  loss  o/  what  would  be  a  reasonable  indemnity.  Thus,  in'such  proceedings.  And  if  the  Court  makes  an  or- 
ouiinessyi^  altogether  unoertain  and  irrelevant,  the  case  of  an  action  for  a  libel,  brought  against'der  setting  aside  and  vocatiog  the  certificate  of 


:^1.' 
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■ '  assessment,  and  the  rule  is  enacted  thereon,  such 
order  is  a  nullity,  and  being  wholly  void,  it  may 
be  impeached  collaterally.    Vissher  vs.  the  Hud- 

,'    son  River  Railroad  Company. 

,'   ■        DOCKS— WHAT    IS   "CUTTING    THEM    OFF  1 

The  plaintiff  owned  a  dock  on  the  margin  of  a 

■  r  bay  on  the  east  side  of  the  Hudson  River,  fronting 
:'■  his  farm,  under  a  patent  from  the   State,  issued 

•;  November,  1849.    The  defendants,  pursuant  to 

their  charter,  constructed  their  railroad  across 

the  bay,  running  about  1900  feet  west  from  the 

plaintiff's  dock.     The  plaintiff  called  upon  the 

.   company  to  extend  his  dock  to,  and   in  front  of, 

.'  their  road,  as  a  measure  required  by  the  defend- 

'■;  »nt's  charter,  and  necessary  to  restore  the  dock  to 

::    its  former  usefulness.     The  defendant's  refused  to 

.   do  so,  but  constructed  a  drawbridge  which  was 

■  sufScient  for  the  free  passage  of  vessels  into  and 
.    from  the  bay.     Held,  that  the  defendant's  were 

not    bound    to    extend     the     plaintiff's     dock, 
•    the  same  not  being  "  cut  off"  within  the  meaning 
.  of  the   16th   section   of  their   charter,  providing, 
-V  that  "  if  any  dock  should  be  cut  off  by  the  rail- 
road, it  should  be  extended  or  improved  so  as  to 
be  restored  to  its  former  usefulness,  so  far  as  prac- 
.ticable.'  ■    ;     /.. 

The  Legislature  did  not  intend  to  go  beyond 

;  ;  what  a  literal  construction  of  the  Act  would  call 

for,  nor  did  they  require  docks  to  be  extended  to 

the  railroad  into  the  stream  or  bay. 

,^'      Tillotson  vs.  the  Hudson  River  Railroad  Com- 

'  paoy. 

AGENTS    INJLRED    BY  FELLOW   ilGENTS. 

An  employer  is  not  liable  to  an  agent  for  the 
~  wrongful  act  of  another  agent  engaged  in  the 
same  general  business  with  himself.  Consequent- 
ly, a  railroad  company  was  not  bound  to  pay  dam- 
ages to  the  representatives  of  a  brakeman,  who, 
having  fallen  from  a  car,  was  killed  by  being 
thrown  against  a  pile  of  wood  which  the  servants 
of  defendant  had  negligently  left  aeai;  the  track. 
Sherman  vs.  the  Rochester  and  Syracuse  Railroad 
Company. 

INHABITANCY — IN    REFERENCE    TO   RAILWAY    COMPA- 
NIES. 

Bach  companies  are  deemed  to  be  incladed 
within  the  term  of  inhabitants  of  every  county 
through  which  their  road  runs,  so  far  as  the  ser- 
vice of  legal  process  is  concerned.  The  process 
must  be  served  upon  the  proper  oflScer  of  the 
company,  but  it  may  be  issued  by  the  magistrate 
of  any  town  on  the  line  of  the  road,  subject  to  the 
provisions  applicable  to  private  persons  who  actu- 
ally reside  within  their  jurisdiction. 

Sherwood  vs.  Saratoga  and  Washington  Rail- 
road Company. 

THE     LOCKPORT    AND     NIAGARA    RAILROAD    COMPANY. 

The  Act  of  1860,  providing  for  the  relief  of  this 
company,  is  not  unconstitutional  as  embracing 
more  than  one  subject.  The  said  Act  does  not 
conflict  with  the  Constitutional  provision,  direct- 
ing the  incorporation  of  railroad  companies  by 
general  laws,  except  for  municipal  purposes,  or 
unless  the  purposes  of  the  company  can,  in  the 
judgment  of  flie  Legislature,  be  better  attained  by 
a  special  Act.     Morier  vs.  Hilton. 

The  Act  in  question  did  not  create  the  said  com- 
pany. 

The  Legislature  may  incorporate  a  railway 
company  by  special  Act  whenever,  in  their  judg- 
ment, the  purposes  of  the  company  require  such  a 
proceeding. 


Misslsalppt  and  Atlantle   R«llr*«d. 

We  gave  last  week  a  copy  of  the  charter  of  the 
Mississippi  and  Atlantic  Railroad  Company.  As 
a  question  has  been  raised  as  to  the  sufficiency  of 
this  charter,  we  copy  by  request,  the  following 
opinion  advanced  to  its  validity.  We  also  add 
the  reply  of  Mr.JBrough,  President  of  the  above 
company,  to  the  same : 

Springfield,  Friday,  Feb.  24, 1864. 

Qentlemen  :  The  Legislature  of  Illinois  at  its 
present  extra  session,  has  passed  an  act,  recogni- 
zing a  certain  association  called  the  "  Atlantic  and 
Mississippi  Railroad  Company,"  and  having  for 
its  object  the  construction  of  a  railroad  from  Terre 
Haute  to  Illinoistown.  This  company  pretended 
to  organize  under  the  first  section  of  the  General 
Railroad  law  of  Illinois,  approved  Nov.  6,  1849, 
as  will  appear  from  their  articles  of  association, 
filed  in  the  office  of  the  Secretary  of  State.  Sub- 
sequently to  the  filing  of  these  articles,  most  of 
the  subscriptions  to  the  capital  stock  of  the  com- 
pany were  made. 

It  is  said,  however,  that  in  some  respects  these 
articles  so  filed,  are  not  in  accordance  with  the 
requisites  of  the  law,  and  that  at  the  time  of  the 
recent  action  of  the  Legislature  in  the  premises, 
there  was  not  in  existence  a  "  corporation  formed," 
within  the  meaning  of  the  proclaimation  of  the 
Governor  Junder  which  the  Leglislature  was  con- 
vened. It  is  said,  moreover,  that  the  10  per  cent, 
required  by  the  law  to  be  paid,  previously  to  filing 
the  said  articles  of  association,  was  never  actually 
paid  in,  and  that  this  last  allegation  is  susceptible 
of  every  proof  It  is  inlportant  to  me  and  to 
others,  that  the  precise  legal  position  of  this  com- 
pany should  be  understood ;  will  you,  therefore, 
examine  the  general  railroad  law  above  referred 
to;  the  articles  of  association,  as  filed  at  the  office 
of  the  Secretary  of  State  j  the  proclamation  of 
the  Governor,  under  which  the  present  extra  ses- 
sion is  convened,  and  such  other  laws  as  may  bear 
on  the  subject,  and  furnish  me  with  your  written 
opinion  upon  the  following  questions : 

1st.  Whether  the  corporation  is  legally  formed  1 

2d.  Have  they  such  an  organization  as  entitles 
them  lo  come  before  the  present  Legislature,  un- 
der the  proclamation  of  the  Governor  1 

3d.  What  effect  will  the  passage  of  the  bill  at 
this  session  of  the  Legislature  have  upon  the 
association,  if  not  heretofore  legally  organized  1 

4th.  Under  the  existing  organization,  is  any 
subscription  heretofore  made  binding  upon  any 
subscriber,  and  can  the  collection  of  such  sub- 
scription be  enforced  1 

6tb.  Can  the  company  issue  bonds  and  make  a 
security  that  would  be  valid  1 

By  giving  to  these  inquiries  an  sarly  and  care- 
ful attention,  you  will  much  oblige, 

Yours,  very  respectfully, 

Robert  Smith. 

Messrs.  John  T.  Stuart,  Ab.  LiQcoln,  and  B.  S. 
Edwards,  Springfield,  III. 

Springfield,  March  4,  1864. 
Dear  Sir  :  We  herewith  send  you  our  answer 
to  the  questions  propounded  to  us  in  your  letter  of 
the  24th  Feb.,  1864. 

Yours,  respectfully, 

.  .         JOHN  T.  STUART, 

A.  LINCOLN, 

B.  S.  EDWARDS. 

Hon.  RoBT.  Smith,  Alton,  Illinois. 

JRirst — Is  the  corporation  legally  formed  "i 
The  articles  of  association  filed  in  the  office  of 
the  Secretary  of  State,  establish  the  length  of  the 
road  at  one  hundred  and  sixty  miles,  or  therea- 
bouts. They  also  show  subscriptions  to  an  amount 
in  the  aggregate  less  than  forty  thousand  dollars. 
With  the  articles  and  affidavit  of  three  persons 
named  in  said  articles  as  Directors,  stating  that 
the  "  amount  of  stock  necessary  for  the  incorpo- 
"  ration  of  said  company  has  been  subscribed, 
"  viz :  One  hnndred  and  sixty  thousand  dollars, 
"  and  that  ten  per  cent,  on  the  amount,  viz :  six- 
"  teen  thousand  dollars,  has  been  actually  paid  in 


"  as  required  by  law."     The  date  of  this  certifi- 
cate is  August  7, 1860. 

It  is,  we  think,  undoubted  law,  that  such  asso- 
ciations are  confined  to  the  provisions  of  the  act 
authorizing  them,  and  cannot  be  organized  until 
all  its  substantial  enactments  on  the  subject  are 
complied  with.  See  the  case  of  "  Vale  vs.  Cran- 
dall  and  others"— 1st  Sanford's  Ch.  Rep.  p.  179. 
The  substantial  provisions  of  the  act  of  Nov.  5, 
1849,  preliminary  to  the  incorporation  of  the 
company,  are  contained  in  the  first  and  second 
sections  of  the  act.  The  language  is  explicit, 
"  That  any  number  of  persons  not  less  than 
"  twenty-five,  being  subscribers  to  the  stock  of  any 
"  contemplated  railroad,  may  be  formed  into  a  cor- 
"  poration  for  the  purpose  of  constructing,  owning, 
"  and  maintaining  such  railroad  by  complying  with 
"  the  following  requirements."  When  stock  to  the 
amount  of  at  least  one  thousand  dollars  for  every 
mile  of  said  road  so  intended  to  be  built,  shall  be 
in  good  faith  subscribed,  and  ten'  per  cent,  paid 
thereon  as  herein  required,  then  the  said  subscribers 
may  elect  Directors  for  the  said  company;  thereup- 
on they  shall  severally  subscribe  articles  of  asso- 
ciation, etc.  "  Each  subscriber  to  such  articles  of 
"  association  shall  subscribe  thereto  his  name, 
"  place  of  residence,  and  the  number  of  shares  of 
"  stock  taken  by  him  in  such  company.  The  said 
"articles  of  association  may  on  complying  with 
"  the  next  section,  be  filed  in  th«  office  of  the 
"  Secretary  of  State,  and  thereupon  the  persons 
"  who  have  subscribed,  and  all  persons,  who  shall 
"  from  time  to  time  become  stockholders  in  such 
"  company,  shall  be  a  body  incorporao  by  the 
"  names  specified  in  such  articles." 

"  Sec.  2.  Such  articles  of  association  shall  not 
be  filed  in  the  office  of  the  Secretary  of  State, 
until  ten  per  cent,  on  the  amount  of  stock  sub- 
scribed thereto,  shall  have  been  actually  and  in 
good  faith  paid  in  cash  to  the  Directors  named  in 
such  articles,  nor  until  there  is  indorsed  thereon 
or  annexed  thereto,  an  affidavit  made  by  at  least 
three  of  the  Directors  named  in  such  articles ; 
that  the  amount  of  stock  required  by  the  first  sec- 
tion has  been  subscribed,  and  that  ten  per  cent. 
of  the  amount  has  ac  tually  been  paid  in." 

We  cannot  doubt  that  the  obvious  intention  of 
the  Legislature  was  to  require  that  all  the  pre- 
liminary steps  to  the  incorporation  of  the  company 
must  appear  on  the  faca  of  the  papers  filed  in  the 
Secretary's  office.  The  manifest  propriety  of  such 
a  requisition  as  security  to  the  public  against  the 
formation  of  fictitious  and  irresponsible  corpora- 
tions, would  of  itself  constitute  a  sufficient  reason 
for  this  construction.  The  minuteness  of  detail 
contained  in  these  sections  is  inconsistent  with  any 
other.  Why  such  precision  in  these  requirements, 
and  the  further  requisition  that  the  articles  should 
be  filed  in  the  office  of  the  Secretary,  if  not  for 
the  very  purpose  of  manifesting  the  compliance 
with  the  provisions  of  the  act  1  We  think  that  the 
subscription  of  the  amount  prescribed  by  the  first 
section  must  be  antecedeut  to  the  formation  either 
of  the  company  or  the  corporation.  Until  this 
amount  has  been  subscribed  and  the  ten  per  cent. 
aid,  the  articles  of  association  cannot  be  legally 
entered  into.  The  language  is :  "  When  stock  to 
the  amount  required  shall  be  in  good  faith  sub- 
scribed and  the  ten  per  cent,  paid,  "then  the  said 
subscribers  may  elect  Directors  for  said  Company ; 
thereupon  they  shall  severally  subscribe  articles 
of  association."  Now,  who  are  to  subscribe  these 
articles  1  Clearly,  those  who  have  subscribed  the 
amount  previously  ascertained  by  the  act  and 
have  paid  the  per  centage.  These,  and  these  only 
are  the  subscribers  who  may  elect  Directors,  the 
names  of  whom  are  to  appear  in  the  articles.  Un- 
til the  amount  required  is  subscribed,  no  election 
of  Directors  is  authorized.  Any  persons  elected 
Directors  by  any  number  of  subscribers  prior  to 
that  event,  would  be  illegally  elected  and  their 
certificate  or  affidavit  would  so  far  as  compliance 
with  this  act  is  concerned,  be  of  no  more  legal 
validity  than  the  statement  of  persons  nowise  con- 
nected with  the  Company. 

This  view  is  corroborated  by  the  3d  section  of 
the  act,  which  makes  »  certified  copy  of  "any  ar- 
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tide  of  association  filed  in  (pBrsuance  of  this  act 
with  a  copy  of  the  affidavit  aforesaid  indorsed 
thereon,  presumtive  evidence  of  the  incorporation 
of  said  Company."  Being  only  presumptive  evi- 
dence, even  if  everything  required  appeared  on 
the  face  of  the  papers,  the  truthfulness  of  the 
statements  contained  in  them  might  be  contro- 
verted. Surely  it  was  not  intended  that  a  copy  of 
articles  showing  only  a  subscription  of  a  part  of 
the  amount  required,  should  be  presumpti  re  evi- 
dence of  the  subscription  of  the  whole.  And 
here  we  can  see  no  reason  for  requiring  an  affi- 
davit. The  law  requires  the  subscription  to  be 
made  in  goad  faith.  The  names  of  subscribers,  if 
genuine,  with  the  amount  of  their  subscription, 
would  show  the  liability  of  each,  and  afford  the 
means  of  ascertaining  the  aggregate  amount.  The 
affidavit  would  make  the  prima  faci£  evidence  of 
the  genuineness  of  the  signatures,  the  good  faith 
of  the  subscriptions,  and  the  payment  of  the  ten 
per  cent. 

Two  tsscDtial  guarantees  are  thus  afforded  for 
the  construction  or  honestly  attempted  construc- 
tion of  the  contemplated  road,  viz :  The  personal 
responsibility  of  the  subscribers,  as  provided  in 
the  14th  section  of  the  act  and  the  affidavit  of 
three  directors  to  the  good  faith  of  the  subscrip- 
tion and  the  payment  of  the  installment;  and 
these,  the  articles  subscribed  as  required,  and  the 
affidavit,  constitute  the  presumptive  evidence  of 
incorporation.  The  one  was  not  intended  as  a 
substitute  for  the  other.  The  company  could  no 
more  be  organized  without  the  subscriptions  ap- 
pearing on  the  articles  than  without  the  affidavit, 
and  vice  versa. 

We  think  that  the  only  subscriptions  which 
would  in  any  event  be  obligatory,  are  those  which 
appear  on  the  articles,  or  are  subscribed  on  the 
books  opened  by  the  Commissioners.  Now  by 
reference  to  the  6th  section,  it  will  be  seen  that 
the  Commissioners  are  only  authorized  to  open 
book  "from  time  to  time  after  the  Company  shall 
be  incorporated."  Such  subscriptions  cannot  sup- 
ply tlie  place  of  those  which  by  the  terms  of  the 
law  are  required  to  be  made  anterior,  and  as  con- 
ditijn  precedent  to  the  incorporation  of  the  com- 
pany. Without  further  extending  the  argument, 
we  are  clearly  of  opinion  that  the  association 
jca'.led  "The  Atlantic  and  Mississippi  Railroad 
Co.  ipany"  is  not  a  corparation  legally  formed, 
"undor  ihe  act  to  provide  for  a  general  system  of 
railroad  incorporations,"  approved  Nov.  5,  1849. 

Secon  '■ :  Have  they  such  an  organization  as  en- 
titles th  *ra  to  come  before  the  present  session  of 
the  Legi-ilature  1  We  think  not.  By  the  tenth 
section  of  the  fourth  article  of  the  Constitution, 
the  Governor  "may  on  extraordinary  occasions 
convene  the  General  Assembly  by  proclamation, 
and  shall  state  in  said  proclamation  the  purpose 
for  which  they  are  to  convene,  and  the  General 
Assembly  shall  enter  on  no  legislative  business 
except  that  for  which  they  were  especially  called 
together." 

The  proclamation  which  is  thus  made  the  ex- 
clusive grant  of  legislative  power  at  this  session — 
which  cannot  constitutionally  be  transcended — is, 
80  far  as  relates  to  this  subject,  in  these  words  : 
"To  pass  laws  recognizing  the  existence  of,  and 
conferring  additional  powers  upon  corporations 
formed,  or  which  may  be  formed  prior  to  the 
action  of  the  Legislature  thereon,  under  the  act 
to  provide  for  a  general  system  of  railroad  incor- 
poratioD"--approved  Nov.  6th,  1849  "declare  the 
public  utility  of  the  works,  sanction  the  routes 
and  termini  thereof,  and  authorize  the  construc- 
tion of  the  same." — This  language  is  plain  and 
the  meaning  apparent.  It  is,  not  to  recognize  the 
existence  of,  and  confer  additional  powers  on  as- 
sociatioas,  but  corporations  formed  under  the 
act — not  companies  whoso  organisation  had  not 
been  completed,  but  those  who,  by  complying 
with  the  requirements  of  the  general  law  have 
perfected  their  organisation  thereunder,  so  far  as 
that  could  be  done  anterior  to  the  legislation 
which  is  required  by  that  law.  It  is  apparent 
that  the  Governor  had  in  contemplation  the 
twenty-second  section  of  the  act  containing  pro- 


visions for  those  acts  of  the  Legislature  necessary 
to  clothe  the  corporation  with  all  the  powers  con- 
ferred by  the  act;  and  particularly  to  the  last 
clause  of  that  section.  "And  the  Legislature  re- 
serve (the  right)  to  itself  to  indicate  the  route  and 
termini  of  said  roads,  and  the  same  shall  not  be 
constructed  o  •  commenced  without  the  express 
sanction  of  the  Legislature  of  this  State  by  a  law 
to  re  passed  thereafter."  It  was  intended  that 
the  Assembly  might  act  under  the  law  of  '49,  but 
not  that  they  might  legislate  in  direct  conflict  with 
its  provisions. 

The  answers  to  the  remaining  qu(  stions,  are, 
we  think,  necessarily  involved  in  what  we  have 
already  stated.  If  we  are  correct  in  these  opinions, 
then  it  follows  that  the  Atlantic  and  Mississippi 
Railroad  Company  has  no  legal  existence  as  a 
corporation — that  the  law  of  this  session  being 
teyond  the  power  of  the  Legislature  at  a  called 
session  to  pass,  is  a  nullity ;  that  no  bonds  could 
be  issued,  nor  collection  of  subscriptions  be  en- 
forced by  a  so-called  corporation  which  had  no 
legal  existence.  As  all  subscriptions  must  be  sup- 
posed to  have  been  made  with  reference  to  an 
organisation  under  the  general  law,  they  would 
only  be  payable  to  a  corporation  legally  formed 
under  that  law — while  all  who  subscribed  the  ar- 
ticles of  association,  may  be  presumed  to  h.avc 
known  that  action  of  the  Legislature  according 
to  the  general  law  of  November  5,  1849,  would 
be  applied,  for  they  will  not,  we  think,  be  pre- 
sumed to  have  understood  that  such  application 
would  be  made  until  all  the  prerequisites  of  that 
law  had  been  complied  wiih.  All  subscriptions, 
prior  to  the  ffiing  of  the  articles  must,  in  our 
opinion,  have  been  made  with  the  implied  or  ex- 
press understanding  that  the  full  amount  requir- 
ed by  the  law  would  be  bona  fide  subscribed,  and 
the  i>er  centage  paid,  and  until  that  event  they 
would  not  be  bound.  We  do  not  think  that  by 
the  mere  act  of  subscription  they  assented  to  the 
filing  of  the  articles  before  the  $160,000  had  been 
legally  subscribed.  Those  who  subscribed  after 
the  alleged  formation  of  the  Company  by  the 
filing  of  the  articles,  will  be  presumed  to  have  so 
scbscribed  with  the  understanding,  that  all  the 
requisitions  of  the  act  had  been  complied  with, 
and  the  articles  of  association  bad  been  legally 
filed  in  the  office  of  the  Secretary,  and  if  this  has 
not  been  done  they  would  not  be  bound  to  pay 
their  subscriptions.  JOHN  T.  STUART, 

.., A.  LINCOLN, 

■^  'B.S.EDWARDS. 

The  following  is  the  reply  of  Mr.Brough  addres- 
sed to  one  of  the  daily  papers.  ■  *;,":  'Z.x^ 

Sir:  In  a  late  number  of  your  paper,  I  observed 
an  opinion  of  persons  who  are  styled  "  distinguish- 
ed jurists"  of  Illinois,  in  relation  to  the  validity  of 
an  Act  of  the  legislature  of  that  State,  recognizing 
and  authorizing  the  construction  of  the  Mississip- 
pi and  Atlantic  Railroad,  to  which,  happening  to 
be  in  the  City,  I  offer  you  a  brief  reply. 

1.  The  objection  taken  rests  wholly  upon  the 
supposed  invalidity  of  the  organization  of  the 
company,  as  formed  under  the  general  railroad 
law  ;  ar.dassurairg  that  this  has  been  satisfactorily 
proved,  the  "  distinguisted  jurists"  argue,  that  it 
was  not  embraced  in  the  call  of  the  Governor  for 
the  extra  session,  and  therefore,  not  within  the  jur- 
isdiction of  the  Legislature.  A  short  answer  to 
this,  which  strikes  out  its  whole  foundation  is, 
that  at  the  time  this  session  was  called,  this  Cor- 
poration had  an  actual  existance  as  such,  and  had 
exercised  the  franchises  belonding  to  such  a  Cor- 
poration for  more  than  three  years,  and  had  been 
recognized  as  such,  by  the  Courts  of  Illinois.  It 
was  a  Corporation  de  facto  if  not  de  jure,  and  exis- 
ted as  well  by  right,  as  by  the  acquiescence  of  the 
sovereign  power.  It  was  "  formed,"  and  came  in- 
to existence  under  the  general  law,  mentioned  in 
the  Goveror's  proclamation ;  and  the  very  object 
stated  by  the  Governor  of  "  recognizing"  those 
Corporation  so  formed,  evidenced  his  intention  to 
authorize  the  Legislature  to  heal  defect*  in  their 
organization,  if  any  there  might  be. 

2.  This  question  was  fully  discusssed  in  both 


branches  of  the  Legislature,  and  after  the  objec- 
tion had  been  argued,  the  bill  passed  the  House 
of  Representatives  by  a  vote  of  52  to  18,  and 
the  Senate  by  a  vote  of  15  to  8,  and  received  the 
signature  of  the  Governor,  who  issued  ihe  procla- 
mation. Among  the  members  of  both  Houses  vo- 
ting for  the  bill  were  not  less  than  fifteen  to  twen- 
ty prominent  and  able  lawyers  of  that  State.  The 
objection  was  also  examined,  and  opinions  have 
been  given  by  a  number  of  legal  gentleman,  at 
least  as  "  distinguished"  as  these  "jurists,"  among 
whom  I  may  name  Judge  Trumbull,  late  a  Justice 
of  the  Supreme  Courte  of  Illinois,  and  Hon.  0.  H. 
Smith  of  Indiana.  This  shows  the  opinion  of  the 
legal  profession  in  and  out  of  the  Legislature ;  and 
the  sanction  of  the  Governor  proves  th  •  bill  to 
have  been  within  the  intention  of  the  proclamation 
issned  by  him. 

3.  By  the  terms  of  the  law  enact,  the  company, 
as  formed,  is  declared  to  be  a  "  valid  and  subsist 
ting  corporation,"  and  as  fully  invested  with  all 
the  requisite  powers  for  the  construction  of  its 
road. 

4.  The  assumed  defect  in  the  organization  does 
not  exit.  The  powers  exercised  and  claimed  by 
this  corporation  have  been  repeatedly  brought  be- 
fore the  Courts  of  Illinois,  fully  presenting  in  each 
case  the  form  of  its  organization,  and  its  legality 
has  not  been  questioned.  No  question  can,  with 
plausibility,  raised  against  it.  The  requisite  num- 
ber of  subscribers  attest  the  articles  of  association  , 
the  amount  required  by  law  to  be  subscribed  to 
the  capital  stock  was  obtained,  the  ten  per  cent, 
was  paid  in,  the  evidence  of  subscription  of  stock, 
and  payment  of  the  ten  per  cent,  was  furnished  as 
required  by  the  statute,  the  articles  were  duly 
filed,  and  the  corporation  thereupon  organized. 
In  form  and  in  substance  the  statute  was  complied 
with,  and  it  was  a  valid  corporation  without  the 
aid  the  late  enactment,  which  has  remedied  all  de- 
fects, if  any  there  were. 

The  object  and  orgin  of  the  publications  in  the 
City  paijers  can  be  readily  perceived.  I  do  not 
design  to  follow  the  parties  who,  to  subserve  hos- 
tile ends  of  their  own,  are  seeking  to  bring  this 
matter  into  newspaper  discussion  in  this  City  ;  but 
I  repeat  the  challenge  bertofore  made  to  them  to 
raise  the  question  at  once,  upon  an  agreed  case, 
and  for  immediate  abjudication  by  the  highest 
Court  of  Illitiois,  where,  if  there  can  be  any  ques- 
tion at  all,  the  subject  properly  belongs. 

Under  the  full  and  perfect  authority  conferred 
by  the  Legislature  of  Illinois,  the  construction  of 
this  road  will  be  prosecuted  with  energy,  and  it 
will  be  completed  as  early  as  practible.  We  are 
prepared  for  opposition  in  any  and  every  form  it 
may  assume.  Future  events'will  show  its  actors 
and  purposes  more  fully,  and  if  it  recoils  upon 
themselves  and  their  own  projects  they  cannot  at- 
tach blame  to  others.  Of  one  thing  they  can  be 
assured,  they  cannot  arrest  the  progress  of  a  work 
that  the  Legislature  and  people  of  Illinois  have 
sanctioned  in  such  an  unmistakeable  manner. 
•••    ■;>  Very  resf»ecfullv, 

JOHNBROUQH. 

New-York,  March  15,  1854. 


KSglit  Cars  between  PItlladelptela  and  Bat- 
tliuorc« 

The  President,  Mr.  Felton.and  the  Superintend- 
I  nt,  Mr.  Spafford,  of  the  Philadelphia,  Wilmington 
j  and    Baltimore  Railroad,   deserve    great    praise 
'  from  the   travelling  public,  for  their  liberality  in 
having  adopted  the  comforUble  night  seats  of  Mr 
John  T.  Hamoiitt,  of  Philadelphia,  in  two  of  their 
"  ladies  cars."     We  believe  that  no  practical  ob- 
jections have  yet  arisen  against  the  construction 
of  these  scats,  while  we  can  say,  from  trial,  that 
nothing  could  give  a  better  means  of  repose  In    a 
railroad   car.     The    high-backed    affairs    called 
"  night  seats,"  and  in  use  on  some   other  of  our 
roads,  seem,  in  comparison,  like  barbarous  expe- 
dients for  torturing  the  weary  traveller.    When 
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will  somethiog  like  these  seats  be  adopted  on  the 
Erie  and  Central  lines  1 


American   Railroad  Journal. 

Satnrdar*  AI«rela  35,  1854. 


Stoek  and  Money  Market. 

We  have  little  change  to  report  in  money  mat- 
ters. The  market  is  unfavorable  to  speculative 
operations  of  all  kinds.  Shares  and  bonds  are 
heavy  with  very  few  sales  fo  investment. — 
Money  continues  in  active  demand. 

It  is  reported  that  the  Ne  .v  York  and  Erie  have 
conclnded  a  sale  of  the  balance  of  the  $10,000,000 
loan,  or  $3,000,000,  in  London.  As  a  considerable 
portion  of  thi«>  amount  will  probably  go  toward 
the  payment  of  the  floating  debt  of  the  above 
company,  the  tendency  should  be  to  relieve  the 
present  stringency  a  little.  But  the  demand  for 
money  for  the  railroad  interest,  is  now  so  much 
greater  than  the  supply,  that  millions  are  speedi- 
ly absorbed  without  affording  much  relief 

The  earnings  of  railroads  continue  to  be  most 
satisfactory.  The  active  demand  abroad  for  all 
our  great  agricultural  staples  gives  to  our  imblic 
works  full  and  profitable  employment.  There 
was  never  a  periotl  in  their  history  in  which  they 
were  earning  a  better  income  on  their  cost. 

The  following  are  the  earnings  of  railroa<ls  for 
March  as  far  as  received. 

1854. 
New  York  and  Erie ......  $:i45,02G 

Hudson  River 160,620 

Michigan  Central 90,348 

Baltimore  and  Ohio,  (main 

i    stem) 279,86e 

Cleveland  and  Toledo ..'...  45,172 

New  York  and  New  Haven  64,257 

Ohio  and  Pennsylvania 59,105 

Pennsylvania  Central 301,705 

Macon  and  Western 28,67 1 

Norwich  and  Worcester. . .  22,104 

Michigan  Sou  ihern 91 ,890 

Harlem 97,750 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY, 


N.H. 

(I 


1858. 
.•!i:0O2.569 
126,028 
40,045 


99,017 
27,000 
49,441 
29,955 
284,461 
25,996 
19,683 
58,890 
71,000 


Chicago  and    St.  LonlB  Railroad. 

This  road,  which  is  rapidly  approaching  its 
completion,  may  be  ranked  among  the  most  pro!% 
inent  and  most  promising  of  western  projects.  Itis 
line  is  indicated  by  its  fi/le.  It  connects  the  great 
city  of  the  Lakes  with  the  great  city  of  the  Mis- 
sissippi valley,  by  a  nearly  straight  course,  passing 
through  the  capital  of  Illinois.  This  line  is  in  the 
convenient  direction  of  the  general  trade  of  the 
country,  and  that  of  the  district  traversed  For 
them  both,  it  offers  the  shortest  route,  and  one 
which  can  never  be  interfered  with,  but  by  a  Hue 
upon  the  same  route. 

That  section  of  Illinois,  contiguous  to  the  above 
road,  is  certainly  inferior  to  no  portion  of  the  State  I  Oswego  and  Syracuse. .......      " 


Atlantic  and  St.  Lawrence .  . .  Maine. 
Androscoggin  and  Kennebec, 

Kennebec  and  Portland 

Port.,  Saco  and  Portsmouth.. 

York  and  Cumberland 

Boston,  Concord  and  Montreal 

Concord , 

Cheshire " 

N^orthern " 

.Manchester  and  Lawrence. .. .  " 

Nashua  and  Lowell " 

Portsmouth  and  Cbnoprd " 

Sullivan " 

Connecticut  and  Pas-surapsic.  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vennont  V.illcy "^ 

Boston  and  Lowell Ma-ss. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester .......  " 

Cape  Cod  branch " 

Connecticut  River " 

Eastt^rn " 

F.all  River " 

Fitchbnrg " 

New  Bi'dlbrd  and  Taunton.  ..  " 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .  " 

Worcester  and  Na.<4hua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester .. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  Citv. .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 


a 
I 


in  fertility  of  soil,  and  in  general  resources.  From 
Bloomington  to  the  Mississippi  River,  no  portion 
of  the  State  is  more  densely  settled,  nor  better 
cultivated.  From  Bloomington,  north,  the  coun- 
try is  equally  fertile,  though  more  recently  settled. 
No  road  in  the  country,  of  equal  length,  traverses 
a  greater  extent  of  rich  and  productive  territory. 
The  position  of  the  Chicago  and  St.  Louis  Rail- 
road secures  to  it  a  monopoly,  based  upon  the 
j)OS8es8ion  of  the  best  line.  The  termini  of  the 
road,  St.  Louis  and  Chicago,  must  always  be  the 
markets,  to  which  the  products  of  the  region  trav- 
ersed, designed  for  a  distant  consumption,  will  al- 


Plattsburg  and  Montreal 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington. .  . .  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philad.,  Wihnington  and  Bait,  " 


160 
65 
72 
51 
20 
93 
36 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
88 
53 
69 
28 
62 
76 
42 
06 
20 
26 
45 
12 
77 
46 

166 
60 
40 
45 
72 

110 
60 
66 
61 
62 
65 
54 
91 

132 
69 

50 

47 
86 

464 

144 

130 

95 
504 

118 

86 

28 

26 

60 

41 

32 

39 

96 

65 

46 

31 

63 

56 

20 

36 

95 

98 


.S 

3 


•o 

v 

•a 
a 

3 

f*4 


1,638,100 

809,878 

952,621 

1,355,5001 

285,747 

1,649,278: 

l,485,000i 

2,078,625 

3,016,634; 

717,643' 

600,000 


'—J   V' 

g  « 


o 
El 


S 


2,973,700,  6,160,278 
1,016,500'  2,0^,458 


29/, 80 
123,884; 
341,100j 
622,200 
none. 
720,900 


none. 


1,097,600' 
2,486,000! 
8,500,000l 
1,500,000! 
392,000 


550,000 
2,429,100 
3,500,000 

'  700,660 


2,514,067 
1,459,384 
713,606 
2,540,217 
1,486,000 
3,002,094 


661,214 
1,400,000 

673,500 

1,745,516 

5,577,467 

12,000,000 

1,500,000 


.S'3 

BO  L-  ^ 

o 


254,743 
140,561 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 


132,645 


1,830,0001 1,995,249 


4,076,974 
3,160,390 
4,500,000 

421,295 
1,591,100 
2,850,000 
1,050,000 
3,540,000 

600,000; 

647,015| 
1,964,0701 

250,000 
2,140,536 
1,134,000 


1,457,500 

922,500 

2,350,000 


658,861 
3,000,000; 

926,0001 

750,5001 
2,121,110 

900,000 


6,160,000  5,319,620; 
467,700 


150.000  4,092,927 
390,000'  3,546,214 

426.0001  4,846,%7 
171,80Oj  633,906 
193,600;  1,801,946 
500,000i  3,120,391 
none.  I  1,050,000 
112,305  8,623,073 
none.  I  520,476 
819,743'  1,246,927 
282,300'  2,293,534 
none.    307,136 

l,001,500j  3,203,333 
171,2101  1,321,946 
9,953,769 


300,000; 
500,000! 
800,000| 


879,636 


425,609 

687,000 

10,000,000 

3,740,616 

4,726,260 

1,875,148' 


1,791,999 
1,400,000 
3,150,000 

2,600,000 

iln  progres 

800,000'  1,511,111 
1,641,000  4,978,487 

440,000 

650,000j  1,380,610 

701,600  2,596,488 

1,550,000  2,560,600 

In  progres 

872,000  1,921,270 

In  progres 

582,400  987,627 
400,000  1,070,786 
24,003,865  33,070,863 
7,046,395' 10,627,654 
977,463!  6,102,9'36 
516,246'  2,446,391 


495,397 


Leased  to 
Recently 


388,108 
659,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
574,674 
164,230 

67,261 
374,897 
137,406 
218,679 
162,109 
1,525,224 
240,572 
291,417 


L,'  r 


O    "i 

"c  I  £ 


113,520  none 

80,053  none 

100,562'none 

j  6 

11,266'none 
79,659'none 

141,836;  8 
56,266'  6 

163,0761  6 

I  6 

61,613|  8  I 

... 'none] 

'none 

'none 

266 ,539i  none 


J3 

o 

•c 


the  Vt.  C 
opened. 


ent. 

none 

none 

7 
7 
6 
7 
2 
6 
7 
8 

6  I 

7  I 
none 


83 

30 

41 

98i 

24 

80 

108 
86 
69 
86 

109 

•  •  •  • 

124 

26 

9* 
12| 
97  i 


130,881 
338,215 
227,434; 
331,2961 

30,056 

72,028 
241,017 

99,689 
232,787 

43,960 

23,415 
122,8l6none,I00 

24,399'  8  |... 

18,648'none 


91 

102i 
8U 

lOOi 
40 
56 
86i 
99 
88} 

117 
68 


639,529 
329,041 
69,629 
114,410 
806,713 


28,086,60010,773,823  33,859,423 
1,679,969'  2,969,760:  6,133,884 


360,000; 
174,042! 
610,0001 
860,000 
899,800' 
237,690: 
430,986' 
1,011,9401 


607,803 
849,776 
774,496 


Recently 

267,661 

Recently 


66,90q  4 
746,736  7 
110,892  ... 
120,892  6 
4 


294,269' 10 
168,902|none 
!none 


22 
61 
97 
71 
99 
66 
130 


39 

loot 


Recently 


76,760 

74,241 

4,318,962 

1,063,659 

681,445 

205,068 


428,173[  7 

I  8   ... 

opened,  'none  40 

116,966i  4   67 

opened,  none!... 

none  66 

180 


opened. 


201,500 

131,000 

26,000 

400,000 

940,000  1,832,945  173,546|  135,017 
100,000   329,577  Recently  opened. 

700,000!  1, 043,857 jRecently  opened. 

660,000'  1,693,7111  225,152'  116,706 

1,500,0001 I  4,827,498  1,??88,386 

1,022,420   128,000  1,220,326'  149,941 

476,000  3,245,720  603,942 

1,600,000:  2,379,880|  260,899 

13,000  1,265,1431  118,617 


39,860  none  68 

23,496;noDe  .... 

1,800,181  7   80 

338,788'none  67 

324,494i  4  j  56 

44,070  "onei  82 

I    110 

196,8471  •   i  26J 
48,609    I  70 
opened,  'aone  .... 
96,787  ........ 


480,137 

90,616 

Recently 

213,078 

1,250,000  Recently  opened 

1,832,945     

329,677 

none 
8 
478,4iai0 


nonej 


2,197,840 
986,106 

1,184,60(> 
600,000 
830,10q 


713,227 


6,656,88210,427,800 
6,000,000l  8,899,166 


760,000 

1,702,623 

17,141,987 

8,067,286 


Recently 
265,827 

2,480,626 
868,088 


79,252   7 

316,26910 

124,740   8 

76,890  6 

opened.    . . , 

106,320   8 

1,261,987   7 

541,769!  Q 


30 

33 

96 
148 

lisi" 


:i26 
65 
80i 

I  79 
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Pennsylvania  Central Penn. 

Philadelphia  and  Trenton ....  " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac ....  " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  8.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 

Nashville  and  Chattanooga.  . .  " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexilngton " 

Cleveland  and  Pittaburgh Ohio. 

Cleveland  and  Toledo '"' 

Cleveland,  and  Erie " 
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Ohio  ahd  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley .. .  " 

Xenia  and  Columbus " 

Evansville  and  Illinois Ind.  \ 

Indiana  Central " 

Indiana  Northern "     ■ 

Indianapolis  and  Bellefontaine  " 

Indianopolis  and  Cincinnati . .  " 

Lafayette  and  Indianapolis ...  " 

Madison,  Indianapolis  &  Peru  " 

Peru  and  Indianapolis "     ; 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago HI. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central ^  " 
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ways  be  sent.  The  merchandize  imported,  must 
come  through  the  same  channels.  As  the  road 
accupies  a  right  line  between  the  above  cities, 
all  other  roads  mast  compete  with  it  under  cir- 
ciimstances  disadvantageous  to  the  latter.  The 
route  of  the  road,  too,  is  too  far  removed  from  the 
navigable  water  courses,  to  suffer  from  the  com- 
petition of  such  channels  of  trade. 

We  can  see  no  reason,  therefore,  why  the  above 
road  will  not  take  rank  among  the/ri^class  west- 
em  projects.  It  has  a  greater  belt  of  fertile  coun- 
try than  most,  and  is  less  liable  to  have  its  traflSc 
interfered  with.by  other  roads,  than  any  line  we 
can  name.  Its  general  alligmcnt  is  such  that  no 
rival  can  be  built,  except  upon  the  identical  route 
of  the  former.  No  mistakes  in  location  have  been 
committed ,  to  be  corrected  by  some  future  company 
the  fear  of  which  deters  so  many  persons  from  in- 
vesting in  railroad  property. 

The  route  of  the  road  is  fatt>rable  to  cheap  con- 
struction. Total  cost  is  esiimatcd  at  S6,000,000 
for  220  miles  of  road.  Its  affairs  are  in  efficient 
hands.  That  portion  of  its  lj||c  from  Alton  to 
Bloomiogton,  132  miles,  has  been  in  operation  for 
some  time  p.«st.  The  balance  of  the  line  to  Joliet 
88  miles,  which  is  making  rapid  progress,  will  be 
completed  early  the  coming  summer. 

At  present  the  route  of  travel  between  Chicago 
and  St.  Louis  i.s  by  way  of  the  Rock  Island  Road 
to  Lasalle,  and  thence  by  the  Illinois  Central  to 
Bloomington  ;  thence  by  the  Chicago  and  St.  Louis 
Railroad,  to  St.  Louis.  The  completion  of  the  last 
named  road  will  save  some  thirty  miles  over  the 
present  travelled  route. 

The  Chicago  and  St.  Louis  Railroad  has  one 
advantage  not  common  to  most  new  roads,  that  of 
an  immense  business  already  (by  the  existence  of 
other  routes,)  developed  between  its  termini;  a 
business  fully  adequate  to  the  support  of  a  first 
class  road. 


Indianapolis  and  Cincinnati  Itallraad. 

This  road  was  opened  for  business  in  the  laUcr 
part  of  November. 

The  receipts  for  December  were S26,661  58 

For  January 12,864  81 

For  February,  and   for  the  week  ending  March 
4th,  the  receipts  were  as  follows: 

Week  ending  Feb.  4 S6,167  08 

Week  ending  Feb.  11 6,193  08 

Week  ending  Feb.  18 6,481  00 

Week  ending  Feb.  26 4,868  01 

Week  ending  March  4 6,881  60 


Total  for  3  months  and  4  days S62,642  12 

During  the  month  of  January,  the  Ohio  was 
closed  by  ice,  which  cut  off  the  communication 
with  Cincinnati,  and  which  accounts  for  the  low 
receipts  for  that  month.  On  the  first  of  April,  it 
is  expected  that  the  Ohio  and  Mississippi  Railroad 
will  'be  in  full  operation  to  its  point  of  junction 
with  the  above  road.  An  uninterrupted  rail  will 
then  be  formed  between  Indianapolis  and  Cincin- 
nati of  110  nules,  and  some  30  miles  shorter  than 
any  other  route,  and  a  very  large  increase  of  busi* 
ness  is  then  expected. 

The  road  is  90  miles  long.  Its  cost  up  to  the 
present  time  is  about  $1,900,000.  For  a  new  road, 
opened  after  the  close  of  the  fall  business,  and  at 
the  commencement  of  the  dnll  season,  its  receipts 
are  very  satisfactory.  It  is  believed  that  its  re- 
ceipts for  the  first  year's  operation  will  not  fill 
short  of  $300,000. 
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R«llr«»dB  to  the  Paelflo. 

We  give  to  day  the  bills  reported  to  the  Senate, 
and  House,  providing  for  the  construction  of  one. 
or  more,  railroads  to  the  Paciflc.  Thoy.  consti- 
tute the  first  organized  movements  for  this  pur- 
pose. Of  the  two,  we  prefer  Mr.  McDougal's  bill, 
as  it  imposes  fewer  conditions,  atid  is  more  libe- 
ral in  its  character,  and  contemplates  the  con- 
struction of  two  roads,  upon  northern,  and  south- 
ern, r>jutes.  We  presume  that,  provided  the  pro- 
ject is  to  be  encouraged  by  the  aid  of  the  general 
government,  two  roads  at  least  must  be  em- 
braced in  the  same  general  plan.  It  is  the  only 
way  in  which  the  matter  can  be  divested  of  a 
partisan  and  sectional  character. 

We  have  but  little  fault  to  find  with  the  prin- 
ciples upon  which  both  bills  are  framed,  that  of 
committing  the  work,  as  far  as  possible  to  pri- 
vate interests  and  private  sagacity.  Government 
is  to  become  a  party  in  the  enterprizes,  only  so 
far  as  its  interposition  is  necessary  to  success,  by 
furnishing  the  minimum  amount  of  means  re- 
quired from  it.  We  have  for  a  long  time  expressed 
similar  views,  and,  of  course,  are  much  gratified 
to  find  such  a  healthy  sentiment  upon  the  subject 
in  Washington. 

While  our  previous  opinions  upon  the  manner 
in  which  the  general  government  shall  assist  the 
construction  of  a  railroad  to  the  Pacific  remain 
unchanged,  we  confess  that  the  more  we  have 
examined  the  subject,  the  less  favorably  are  we 
impressed  as  to  the  value  of  the  lands  to  be  set 
apart  for  this  great  work.  But  as  wo  propose  to 
make  this  matter  a  subject  of  future  discussion, 
we  postpone  the  consideration  of  it  at  the  present 

time. 

The  following  is  the  ITousc  bill  introduced  by 
Mr.  McDougal,  of  California, 

Be  it  enacted  by  the  Senate  and  Uoiise  of  Jtcprc- 
sentatives  of  the  United  States  of  America  in  Con- 
gress assembled,  that  for  the  purpose  of  aiding  and 
securing  the  construction  of  a  railroad  and  tele- 
graphic line  from  the  Mississippi  River,  at  a  point 
not  north  of  the  37th  parallel  of  north  latitude, 
to  the  city  of  San  Francisco,  in  the  State  of  Cali- 
fornia, there  shall  be,  and  hereby  is,  appropriated 
and  set  apart  a  quantity  of  land,  equal  to  the 
alternate  sections  to  the  width  of  15  miles  on  each 
side  of  such  road  from  the  terminus  thereof,  on 
the  Mississippi  River,  to  the  106th  degree  of  lon- 
gitude west  from  Greenwich ;  and  from  thence 
westerly  to  the  eastern  line  of  the  State  of  Cali- 
fornia, alternate  sections  to  the  width  of  25  miles 
on  each  side  of  that  road ;  and  from  thence, 
through  the  said  State  of  California,  to  the  west- 
ern terminus  of  such  road,  alternate  sections  to 
the  width  of  15  miles  on  each  side  thereof;  such 
lands  to  be  selected  from  the  sections  which  shall 
be  designated  in  the  public  surveys  of  said  land 
(when  made)  by  odd  numbers,  and  to  be  held  and 
conveyed  as  herein  provided.  And  in  all  cases 
when  the  United  State  may  have  disposed  of  any 
such  lands,  or  shall,  from  any  cause,  be  unable  to 
convey  a  title  thereto,  the  deficiency  may  be  made 
up  by  the  party  or  parties  entitled  thereto  from 
any  unoccupied  and  unappropriated  lands  belong- 
ing to  the  United  States  within  the  distance  of  30 
miles  from  the  said  road  :  Providid,  however,  that 
for  such  deficiency  within  the  State  of  California, 
and  also  in  lieu  of  all  mineral  lands  in  the  said 
State,  (which  are  expected  from  the  appropriation 
herein  made,)  such  selection  maybe  made  from 
any  unoccupied  and  unappropriated  land  of  the 
United  States  within  the  said  State  of  California. 

Sec.  2.  And  be  it  further  enacted,  that  it  shall 
be  the  duty  of  the  Secretary  of  War  of  the  Unit- 
ed States,  upon  the  passage  of  this  act,  to  cause 
jtdvertisments  to  be  publishedin  at  least  two  news- 
papers in  each  State  for  a  period  not  exceeding 


six  months,  which  advertisement  shall  invite  seal- 
ed proposals  for  the  construction  of  a  railroad 
and  telegraphic  line  of  the  quality  herein  pro- 
vided, from  the  Mississippi  River  to  the  city  of 
San  Francisco.  The  advestisement  shall  be  pub- 
lished with  a  copy  of  this  act,  and  shall  propose  a 
cession  of  the  said  lands  appropriated  as  aforesaid, 
and  also  the  payment  of  a  sum,  not  to  exceed 
S600  per  mile  per  annum,  to  the  contracting  par- 
ties, for  the  use  of  such  road  and  telegraphic  line 
by  the  United  States  for  postal,  military,  naval, 
and  all  other  government  purposes,  as  well  in 
time  of  war  as  peace,  for  the  period  and  upon  the 
terms  herein  provided.  The  said  advertisement 
shall  require  all  proposals  to  be  sealed,  and  that 
the  proposals  shall  state :  First.  The  time  in  which 
the  party  or  parties  propose  to  construct,  com- 
plete, and  finish  the  entire  road  ready  for  use ; 
also,  what  extent  thereof  they  propose  to  com- 
plete in  each  and  every  year  from  the  time  of  the 
location  of  the  road.  Second.  The  time  in  which 
such  party  or  parties  will  surrender  and  transfer, 
free  of  any  cost  to  the  United  States,  the  said 
load  with  its  appurtenances  and  furniture.  Third. 
The  sum — not  greater  than  said  sum  of  $600  per 
mile  per  annum — which  the  said  party  or  parties 
will  recive  and  take  for  the  use  of  the  said  road, 
for  all  the  purposes  aforsaid,  for  the  period  of  25 
years  from  and  after  the  location  of  such  road. 
This  proposal  shall,  however,  be  subject  to  the 
proviso,  that,  if  the  government  transportation 
and  business  on  said  road  within  said  period  shall 
be  so  great  as,  according  to  the  customary  rates 
of  charges  on  said  road,  to  exceed  in  value  60  per 
cent,  over  and  above  the  sum  proposed  per  annum, 
then  the  government  will  pay  for  such  extra  ser- 
vice an  additional,  but  re<isonable,  compensation, 
to  be  fixed  by  Congress.  Fourth.  The  guarantees 
or  securities  to  be  furnished  by  such  party  or  par- 
ties for  the  faithful  performance^  of  such  work — 
the  guarantees  or  securities  to  be  specifically 
named.  The  proposals  received  shall  be  opened 
and  examined  at  the  time  fixed  and  named  in  said 
advertisement,  in  the  presence  of  the  President  of 
the  United  States,  the  heads  of  departments,  and 
such  other  persons  as  may  desire  to  attend,  and 
with  the  party  or  parties  making  the  most  favor- 
able proposals  with  satisfactory  guarantees,  to  be 
determined  by  the  President  and  heads  of  depart- 
ments, the  Secretary  of  War  shall  contract  for  the 
construction  and  keeping  up  said  road  and  tele- 
graph line  from  the  Mississippi  River  to  tho  city 
of  San  Francisco. 

Sec.  3.  And  be  it  further  enacted,  That  the  Secre- 
tary of  War  be,  and  he  is  hereby,  authorized  to 
contract  with  the  person  or  persons,  party  or  par- 
tics,  whose  proposals,  as  aforesaid,  shall  be  accep- 
ted, for  the  full  and  complete  construction  and 
keeping  up  of  said  railroad  and  telegraph  line ; 
the  said  contract  to  provide  for  a  road  as  herein 
described ;  also,  for  a  telegraph  line  on  the  most 
approved  plan.  And,  for  the  full  and  faithful  per- 
formance of  the  contract  made,  satisfactory  secu- 
rity shall  be  taken  by  the  said  Secretary  of  War, 
in  the  name  of  the  United  States ;  and  all  obliga- 
tions, contracts,  and  securities,  shall  be  perfectly 
binding  and  obligatory  in  law  on  the  contracting 
parties,  according  to  exact  terras  of  their  respec- 
tive obligations,  contracts,  and  undertakings;  all 
questions  of  damages  and  forfeiture,  by  reasons  of 
any  breach  of  such  contracts,  being  determined 
by  the  express  terms  of  such  obligations,  contracts 
and  undertakings :  A^id  it  is  further  provided, 
That  in  all  contracts  made  in  pursuance  of  this 
act,  the  provisions  of  this  act  shall  be  taken  and 
considered  as  part  of  such  contracts. 

Sec.  4.  Aiid  be  it  further  enacted.  That  in  mak- 
ing, such  contract,  the  Secretary  of  War  is  author- 
ised and  empowered,  on  the  part  of  the  United 
States,  to  contract  for  the  conveyance  to  such  con- 
tracting party  or  parties  of  all  lands  hereby  appro- 
priated along  the  route  of  said  road,  in  proportion 
to  the  extent  of  the  line  contract  for,  and  corres- 
ponding therewith,  the  land  to  be  conveyed  to 
such  contracting  party  or  parties  as  the  road  pro- 
gresses, and  patents  to  be  issued  to  such  party  or 
parties  upon  the  completion  of  each  twelve  contin- 


uous miles  of  the  road,  reserving  the  fourth  of  all 
said  lands  until  the  full  and  perfect  completion  of 
the  said  contract.  And  the  Secretary  of  War  is 
further  authorized  to  contract,  on  the  part  of  the 
United  States,  for  the  payment  of  a  sum  of  not 
more  than  six  hundred  dollars  per  mile  per  an- 
num, for  the  terms  aforesaid,  according  to  the  ac- 
cepted proposals  as  aforesaid  :  Provided,  That 
such  payment  shall  only  be  made  to  the  contrac- 
ting party  or  parties  for  so  much  of  such  road  as 
is  complete  and  being  used  for  the  purpose  of 
transportaflon. 

Sec.  6.  And  be  it  further  enacted.  That  should 
any  contracting  party  or  parties  substantially  fail, 
neglect,  or  refuse  to  prosecute  the  work  undertak- 
en by  said  party  or  parties  in  a  manner  to  secure 
completion  thereof  in  the  time  stipulated,  or  should 
said  party  or  parties  violate  the  terms  of  the 
contracts  made,  then  all  rights  of  said  party  or 
parties  to  said  road,  right  of  way,  and  property, 
shall  be  and  become  forfeited  to  the  United  States, 
and  the  United  States  may  and  shall  enter  upon 
and  possess  the  same.  In  the  event  of  such  for- 
feiture, to  be  determined  by  the  Secretary  of  War, 
said  Secretary  of  War  shall  proceed  to  re-let  the 
work  remaining  under  such  forfeited  contract,  in 
such  mannner  as,  in  the  opinion  of  said  Secretary, 
will  secure  its  earliest  completion  ;  the  said  Secre- 
tary contracting,  on  the  part  of  the  United  States, 
to  pay  nothing  more  than  is  hereinbefore  appro- 
priated and  provided. 

Sec.  6.  And  be  it  further  enacted ,  That  the  par- 
ty or  parties  with  whom  the  contract  aforesaid 
shall  be  made,  shall  proceed,  as  soon  as  practica- 
ble after  the  execution  of  such  contract,  to  locate 
the  general  route  of  said  road,  fixing  the  eastejn 
terminus  thereof  and  its  general  route.  And  in 
case  the  said  party  or  parties  should  adopt  any 
route  or  line  for  which  grants  of  alternate  sections 
of  land  have  heretofore  been  made  by  Congress, 
the  amount  of  lands  heretofore  granted  shall  be 
deducted  from  the  amount  hereby  appropriated 
for  said  road  ;  and  should  any  part  ol  said  route 
be  located  in  the  State  of  Texas,  then  for  such  part 
thereof  no  lands  of  the  United  States  shall  be  con- 
ceded. As  soon  as  such  geueral  route  shall  be 
determined,  which  shall  not  be  more  than 
from  the  date  of  such  contract,  a  statement  there- 
of shall  be  furnished  by  said  party  or  parties  to 
said  Secretary  of  War ;  and  as  soon  as  practicable 
thereafter  the  President  of  the  United  States  shall 
cause  the  public  lands  on  each  side  of  said  route, 
and  of  the  width  of  at  least  thirty  miles,  to  be  sur- 
veyed, and  the  Indian  title  thereto  extinguished. 
And  the  provisions  of  the  act  of  September,  eigh- 
teen hundred  and  forty-one,  granting  pre-emption 
rights,  and  the  acts  amendatory  thereof,  shall  be, 
and  the  same  are  hereby,  extended  to  such  lands, 
saving  and  excepting  the  lands  hereinbefore  set 
apart  and  appro[)riated  as  aforesaid ;  Provided, 
however,  That  the  sections  and  parts  of  sections  of 
land  which  by  such  grant  shall  remain  to  the  United 
States,  within  the  lines  of  such  appropriation  of 
fifteen  and  twenty-five  miles  on  each  side  of  such 
road,  shall  not  be  entered  or  sold  for  less  than 
double  the  minimum  price  of  the  public  lands 
when  sold. 

Sec.  7.  And  be  it  further  enacted ,  That  the  par- 
ty or  parties  receiving  grants  of  alternate  sections 
of  land  under  the  provisions  of  this  act  shall  be 
required  to  sell  and  unconditonally  convey  one- 
half  of  the  same  within  five  years,  and  the  remain- 
der thereof  within  ten  years,  from  and  after  tho 
time  when  patents  shall  be  issued  therefor  •  and 
all  hands  so  granted  to  such  party  or  parties  and 
remaining  the  property  of  such  party  or  parties,  or 
which  may  be  held  to  the  use  of  such  party  or  par- 
ties, at  the  expiration  of  ten  years  from  and  after 
the  completion  of  such  contract,  shall  be  and  be- 
come forfeited  to  the  United  States. 

Sec.  8.  And  be  it  further  enacted.  That  the 
lands  of  the  United  States  for  hundred 

feet  in  width  along  the  entire  line  of  said  road 
shall  be  set  apart  and  dedicated  as  a  highway  for 
railroad,  common  road,  and  telegraph  puri>oscs; 
and  for  the  construction  of  any  railroads,  common 
roads,  telegraph  lines,  or  bridges,  the  parties  en- 
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gaged  therein  in  puisnauce  of  this  act  may  take 
the  necessarj'  materials  of  earth,  gravel,  stone, 
and  timber,  for  the  construction  thereof,  from  any 
adjacent  lands  of  the  United  States.  All  grants 
and  contracts  made  in  pursuance  of  this  act  for 
the  construction  and  keeping  up  of  a  railroad  and 
telegraph  line  shall  provide  for  and  require  a  rail- 
road to  be  crinstructcd  in  a  substantial,  thorough, 
and  workmanlike  manner,  with  all  necessary 
drains,  culverts,  bridges,  viaducts,  crossings,  turn- 
outs, sidings,  stations,  watering  places,  and  all  oth- 
er appurtenants,  including  the  furniture  of  the 
road — equal  in  all  respects  to  a  road  of  the  first 
class  when  prepared  for  business — with  rails  of  the 
best  quality,  weighing  not  less  than  sixty-four 
pounds  to  the  yard,  and  a  uniform  gauge;  and 
Bhall  also  provide  for  and  require  a  telegiaph  line 
of  the  most  substantial  and  approved  description. 

Sec.  9.  And  belt  further  enacted,  That  the  party 
or  parties  constructing  or  owning  said  road  may 
at  any  time  construct  one  or  more  additional 
tracks  along  said  route ;  but  nothing  in  this  act 
oontained  ^all  restrict  the  government  of  the 
United  States  from  granting  the  right  to  any  other 
party  or  parties  to  construct  parallel  railroads  or 
telegraph  lines  along  the  same  line  and  over  the 
same  route :  Provided,  The  road  or  roads  and  tel- 
egraph line  or  lines  construated,  with  their  neces- 
sary appurtenances,  buildings,  and  structures,  are 
in  nowise  interfered  with. 

Skc.  10.  And  be  it  further  cnacltd,  That  all  con- 
nections with  said  road  in  any  of  the  States  shall 
be  made  under  the  direction  of  said  States  res- 
pectively, and  those  in  tlie  Territories  under  the 
direction  of  Congress,  upon  such  terms  and  condi- 
tions as  may  be  agreed  upon  by  the  parties  in  in- 
terest. 

Sec.  11.  And  be  it  farther  enacted,  That  when- 
ever the  said  road  shall  be  surrendered  to  the 
United  States,  according  to  the  provisions  or  con- 
tracts so  to  be  made,  thereupon  so  much  of  the 
line  of  said  road  as  lies  within  any  of  the  States 
of  the  said  United  States  shall  vest  in  and  become 
the  property  of  the  State  or  States  within  which 
the  same  is  located,  subject  to  the  use  of  the  Uni-, 
ted  States  for  postal,  military,  and  all  other  gov- 
ernment service,  and  subject  also  to  such  regula- 
tions as  Congress  may  impose  restricting  the  charge 
for  transportation  thereon.  And  all  other  States 
organized  thereafter  upon  the  line  of  said  road 
shall  acquire  the  same  rights,  subject  to  the  like 
provisions  and  restrictions. 

Sec.  12.  And  be  it  further  enacted,  Thai  therfi 
shall  be  established  through  the  territories  of  the 
United  States  on  said  route  a  line  of  military 
posts,  not  less  than  six  in  number,  at  convenient 
and  suitable  points  on  said  route,  garrisoned  by  a 
sufficient  force  ;  and,  in  addition  to  said  military 
posts,  there  shall  be  established  station-houses, 
not  more  than  twenty  miles  apart,  each  to  be 
guarded  by  a  sufficient  force ;  said  posts  and  sta- 
tion-houses to  be  of  a  cheap  and  temporary  char- 
acter, yet  sufficient  for  the  purposes  of  defence, 
and  to  be  erected  by  the  troops  of  the  United 
States,  from  materials  to  be  obtained  in  the  vicin- 
ity of  the  route ;  said  posts  or  stations  to  be  in- 
creased, diminished  or  changed,  whenever  conven- 
ient or  necessary,  in  the  opinion  of  the  President, 
for  the  execution  of  the  required  service,  and  the 
posts  and  stations  so  erected  may  be  used  for  tel- 
egraph stations  imtil  Congress  shall  otherwise  di- 
rect. ♦ 

Sec.  13.  And  be  it  further  enacted,  Th»t  it  shall 
be  the  duty  of  the  military  officers  in  command 
of  the  troops  along  said  route  to  cause  a  common 
road  to  be  opened  by  said  troops  along  the  entire 
line  thereof  through  the  territories  of  the  United 
States,  and  to  keep  such  road  in  good  travelling 
condition,  with  safe  bridges  and  ferries  across  the 
streams,  to  sink  wells  at  convenient  distances 
where  required,  and  to  protect  all  said  roads  and 
telegraph  lines,  and  persons  employed  thereon, 
and  all  emigrants,  travellers,  settlers,  and  traders 
along  the  line  and  in  its  vicinity,  from  all  hostili- 
ties and  depredations  by  the  Indians,  so  far  as  the 
same  may  be  practicable. 

Sec.  14.  And  be  it  further  enacted,  that,  fw  the 


purpose  of  aiding  the  construction  of  a  railroad 
and  telegraph  line  from  some  point  on  the  wester- 
ly shore  of  Lake  Superior  or  the  Mississippi  River, 
in  the  territory  of  Minnesota,  to  the  waters  of  the 
Pacific  ocean,  there  shall  be  and  hereby  is,  appro- 
priated and  set  apart  a  quantity  of  land  equal  to 
the  alternate  sections,  to  the  width  of  20  miles, 
on  each  side  of  such  road,  -along  the  entire  line 
thereof  The  alternate  sections  so  appropriated 
and  set  apart  to  be  selected  from  the  sections 
which  shall  be  designated  on  the  public  surveys 
(when  made)  by  odd  numbers,  and  to  be  held  and 
conveyed  as  herein  provided. 

Ssc.  15.  And  be  it  further  enacted,  that  all  and 
singular  the  provisions  of  this  act  in  relation  to 
the  construction,  maintenance,  and  protection,  of 
a  railroad  and  telegraph  line  from  the  Mississippi 
River  to  the  city  of  San  Francisco,  are  hereby  de- 
clared to  be,  and  are  hereby  made  applicable  to 
the  railroad  and  telegraph  line  herein  last  provid- 
ed for,  the  same  as  if  herein  again  specifically  set 
forth. 

Sec.  16.  And  be  it  further  enacted,  that,  should 
the  Secretary  of  War  contract,  according  to  the 
provisions  of  this  act,  for  neither  of  said  railroad 
and  telegraph  lines  within  the  period  of  years 
,from  and  afler  the  passage  of  this  act,  then  this 
act  shall  be  and  become  void  ;  and  should  the  said 
Secretary  contract  for  the  construction  of  one  of 
the  said  lines,  and  fail  to  contract  for  the  other, 
within  said  period,  then  the  provisions  of  this  act 
in  relation  to  the  line  not  contracted  for  shall  be 
and  become  inoperative  and  void.  ^ 

Annual  Report  of  the  State  Knginecr  upon 
the  State  Canals. 

To  the  Legislature  of  the  State  of  New  York  ; 

The  submission  to  the  people,  for  their  final  de- 
cision, of  the  question  of  an  alteration  of  the  fun- 
damental law  of  the  State,  so  as  to  permit  of  a 
Speedy  completion  of  the  unfinished  Canals,  and 
the  duty  imposed  upon  the  present  Legislature  of 
carrying  into  effect  this  decision,  if  affirmative, 
have  suggested  the  propriety  of  presenting  the 
chief  subjects  relating  to  the  public  works  in  a 
more  extended  form  than  has  been  customary  in 
the  reports  from  this  department. 

The  citizens  of  this  State,  as  well  as  those  of 
a  large  portion  of  the  Union,  have  so  great  an  in- 
terest in  our  public  works  that  it  is  considered 
necessary  to  furnish  a  brief  i  etrospect  of  their  past 
history,  their  present  condition,  and  the  effect  of 
their  completion,  under  the  following  general 
heads: 

I.  The  progress  of  the  Public  Works  of  the 
State. 

II.  The  Canals  and  Railroads  of  the  State,  as 
a  dependent  system. 

III.  The  exten.sion  of  the  channels  of  trade 
and  travel  beyond  the  State. 

I\'.     The  cost  and  chai'ges  for  transport  on 
;  these  channels. 

V.  The  comparative  cost,  capacity  and  reve- 
nue of  the  Erie  Canal  and  the  parallel 
Railroads,  and  the  cost  and  charges  for 
transportation  thereon. 

VI.  An  analysis  of  the  present  business  of  the 
Canals. 

VII.  A  comparison  of  their  present  business, 
with  that  of  former  years. 

VIII.  A  comparison  of  the  business  of  the  New 
York  Canals  with  that  of  other  lines. 

IX.  The  organization  of  the  Department  for 
the  construction  and  maintenance  of  the 
Canals. 


1. THE    PROGRESS    OF 


THS    PUBLIC 
STATE. 


WORKS    IN    THIS 


The  Canals  of  this  State  have  mostly  been  con- 
structed at  the  expense  of  the  State  Government, 
and  the  Railroads  by  private  capital,  aided  in 
some  instances  by  loan?  and  donations  from  the 
Government. 

These  works  arc  mora  remarkable  for  their 
extent  than  for  the  natural  obstacles  overcome, 
and  required  in  their  execution  more  ability  from 
their  financial  than  from  their  engineering  mana- 
gers. 


The  latter  have  in  most  cases,  been  restrained 
by  the  former  from  expenditures  for  any  purpose 
not  demanded  by  the  most  rigid  utility,  and 
hence  no  opportunity  has  been  afforded  for  those 
exhibitions  of  engineering  talent,  which  have  dis- 
tinguished the  profession  in  other  countries. 

The  State  works,  especially,  have  bten  con- 
structed with  an  economy  of  expenditure,  that  is 
hardly  credited  by  the  engineers  of  Europe.  In 
some  instances  this  economy  has  been  carried  to 
such  extent,  as  to  require  the  works  to  be  rebuilt 
in  a  more  permanent  manner.  Yet  this  has  sel- 
dom been  injudicious,  as  the  construction  of  the 
first  works  lessened  the  cost  of  those  sabsequendy 
built,  by  facilitating  the  transportation  of  the  ma- 
terials used,  and  by  developing  the  resources  of 
the  country  and  demonstr:  ting  the  value  of  the 
improvement. 

The  State  Works  exhibit  the  best  specimen*  of 
the  construction  of  earthen  banks  for  the  reten- 
tion of  water,  and  of  well  arranged  and  durable 
masonry,  which  are  to  be  found  in  the  world. 

In  these  respects,  the  enlarged  Erie  Canal  and 
the  Crotoii  .\queduct  (built  by  the  city  of  New 
York)  suq>ass  any  similar  undertaking,  in  the  ju- 
dicious permanency  of  their  various  works. 

The  works  of  the  Delaware  and  Hudson  Canal, 
built  by  an  incorporate  company,  and  those  of  the 
Chenango  Canal,  built  by  the  State,  furnish  t!ie 
most  favorable  specimens  of  a  rigidly  economical 
application  of  expenditure  suited  to  the  circum- 
stances of  the  respective  cases. 

The  Railroads  of  this  State  show  every  variety 
of  construction,  from  that  which  involved  the  lar- 
gest ex{)enditure  to  that  which  was  executed  with 
the  most  rigid  economy.  The  former  has  been 
chiefly  caused  by  the  progressive  improvements 
which  have  been  made  in  the  construction  of  this 
species  of  internal  improvement. 

The  engineers  of  this  country  began  the  con- 
struction of  Railroads  by  following  the  plans  laid 
down  by  their  European  brethren.  As  the  latter 
had  unlimited  command  of  capital,  so  long  as 
their  plans  were  followed  in  this  country,  the  pro- 
gress of  the  railroad  system  was  comparatively 
slow,  because  capital  could  not  be  obtained, 
and  roads  thus  constructed  were  not  romanera- 
tive. 

The  Albany  and  Schenectady  R.iilroad  in  this 
State,  and  the  Baltimore  and  Ohio  in  Marj-land , 
were  commenced  on  these  expensive  plans,  copied 
mainly  from  those  of  the  Liverpool  and  Manches- 
ter road  in  England. 

The  substitution  of  a  gravel  road  bed  aud  wood- 
en cross-ties  for  the  expensive  foundation  of  Mc- 
Adamized  stone,  timber  and  cross-ties  of  the  Eof- 
lish  roads,  is  due  to  an  engineer  of  this  State. 
This  substitution  has  caused  a  radical  change  in 
the  system  of  railroad  construction,  not  only  in 
this  country  but  in  Europe. 

The  Railroads  of  this  State  now  furnish  the  best 
specimens  of  largo  wooden  bridges,  locomotive 
engines  and  cars ;  and  we  hoi)e  soon  to  be  able 
also  to  record  the  successful  application  of  wire 
suspension  bridges  to  railroad  purposes,  which  has 
been  pronounced  impracticable  by  European  en- 
gineers. 

The  project  of  improving  the  navigation  of  the 
Mohawk,  and  extending  a  water  line  across  the 
portage  to  Lake  Ontario,  attracted  the  atten- 
tion of  the  public  men  of  this  State  at  an  early 
day. 

The  cost  of  the  transporution  of  the  furs  and 
Indian  supplies  between  the  interior  lakes  and  the 
Hudson,  was  alluded  to  by  the  Surveyor  General 
in  1724,  and  the  improvement  by  means  of  a  canal 
to  the  rapids  of  the  Mohawk,  by  the  Governor  in 
1768. 

Immediately  after  the  Revolution,  this  subject 
was  again  brought  forward.  In  1784  a  plan  for 
improving  the  Mohawk  was  prof>osed  to  (he  Leg- 
islature, and  in  1791,  they  directed  surveys  and 
estimates  to  be  made  for  building  canals  aicross 
the  portage,  from  the  Mohawk  to  Lake  Ontario, 
and  from  the  Hudson  to  Lake  Champiain.  The 
following  year  they  chartered  a  com{>any,  who 
boiit  canals  and  locks  at  the  LitUe  Falls,  the  Ger- 
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man  Flatts,  and  at  Wood  Creek,  at  a  cost  of  four 
hundred  thousand  dollars. 

In  1808  the  Surveyor  General  was  directed  to 
survey  a  route  for  a  canal  fk'om  the  Hudson  to 
Lake  Erie.  He  employed  James  Geddca,  who  re- 
ported that  canals  could  be  made  from  Oneida 
Lake  to  Lake  Ontario,  around  the  Falls  of  Niaga- 
ra, and  on  a  direct  route  from  Seneca  river  to 
Lake  Erie. 

Tbre«  years  later,  a  commission  reported  that  a 
continnoas  canal  on  an  inclined  plane,  from  Lake 
Erie  to  the  Hudson  was  practicable,  and  would 
cost  five  millions  of  dollars. 

The  Legislature  of  that  year  (ISIU  directed 
the  construction  of  the  Erie  Canal,  but  the  War 
prevented  any  further  action  until  1816,  when  a 
new  commission  was  formed,  who  employed 
Messrs.  Broadbead,  Wright  and  Geddes  to  com- 
mence the  eonstruction  of  the  Erie,  and  Mr.  Gar- 
vin of  the  Champlain  Canal.  The  following  year, 
the  dimensions  of  these  canals  were  fixed  at  forty 
feet  surface  and  four  feet  depth,  with  locks  ninety 
feet  long  and  fifteen  feet  wide.  The  estimated 
cost  of  both  canals  was  staled  at  seven  and  thrce- 
qoaiter  millions.  (The  actual  cost  was  about 
eight  and  a  half  millions.) 

The  work  was  commenced  on  the  Erie  Canal 
by  the  ceremony  of  breaking  ground,  July  4th, 
1817. 

In  1819,  the  Canal  Commissioners  appointed 
Benjamin  Wright  principal,  and  Canvass  White 
and  Nathan  S.  Roberts,  chief  engineers. 

To  Mr.  White  is  due  the  arrangement  of  some 
of  the  most  important  plans  and  details  of  the 
works  of  the  Erie  Cnnal,  and  also  the  discovery 
of  the  hydraulic  cement  rocks  of  Onondaga,  which 
have  continued  to  furnish  the  supply  of  that  arti- 
cle for  the  State  works. 

A  portion  of  the  middle  section  of  the  Erie  ca- 
nal and  also  of  the  Chc-implnin  canal  was  opened 
for  navigation  in  the  fall  of  1819,  and  the  Erie 
canal  was  completed  in  the  fall  of  182C. 

In  1825,  the  Legislature  directed  the  construc- 
tion of  the  Cajruga  and  Seneca,  and  the  Oswego 
canals,  and  surveys  for  fifteen  other  canals,  a- 


place  the  decayed  structures,  and  those  portions 
of  the  canal  the  navigation  of  which  was  most 
embarrassed. 

The  Delaware  and  Hudson  Canal  Company  was 
incorporated  in  1823,  and  the  work  was  commenc- 
ed in  1825  and  completed  in  1830.  This  canal  is 
one  hundred  and  eight  miles  long,  and  as  original- 
ly constructed  had  a  surface  width  of  forty  feet 
and  a  depth  of  three  feet,  with  locks  seventy-six 
feet  long  and  eight  and  a  half  feet  wide.  Its  di- 
mensions were  enlarged  in  1848,  so  as  to  allow 
the  use  of  boats  of  nearly  three  times  the  tonnage 
of  those  first  built.* 

In  1827,  the  Legislature  loaned  the  company 
five  hundred  thousand  dollars,  and  in  1829,  three 
hundred  thousand  to  aid  the  completion  of  the 
work. 

Mr.  Wright  was  at  first  Chief  Engineer,  and  was 
succeeded  by  Mr.  Jervis. 

The  legislature  in  1825  directed  Wm.  Campbell, 
who  was  afterwards  Surveyor  General,  to  locate 
and  survey  a  good  road  from  Lake  Erie  to  the 
Hudson  through  the  southern  tier  of  count'es.f 

In  1829,  De  Witt  Clinton,  Jr.,  published  a  pam- 
phlet, giving  a  sketch  of  the  route  for  a  railway 
to  connect  the  navigable  waters  of  New  York, 
Pennsylvania,  Ohio,  Indiana,  Illinois  and  Michi- 
gan with  those  of  the  Valley  of  the  Mississippi. 
This  route  started  from  Piermont  on  the  Hudson 
river,  followed  nearly  on  the  line  on  which  the 
New  York  and  Erie  Railroad  has  been  built,  to  the 
Alleghany  river,  and  thence  through  Northern 
Ohio,  Indiana,  and  Illinois,  tothe  junction  of  Rock 
River,  and  the  Mississippi,  and  thence  to  Council 
Bluffs  on  the  Missouri.  Connected  lines  of  rail- 
roads are  now  completed  or  in  rapid  progress  on 
the  whole  length  of  the  route  and  nearly  on  the 
line  described  by  Mr.  Clinton. 

The  New  York  and  Erie  Railroad  Company 
was  chartered  in  1882,  and  a  survey  of  the  road 
made  by  Mr.  Clinton,  at  the  expense  of  the  gene- 
ral government.  Another  survey  was  made  in 
1834,  by  Mr,  Wright,  at  the  expense  of  the  State 
government.  In  1836,  the  Legislature  loaned  the 
company  three  millions  of  dollars,  which  sum  was 


pended  on  them  the  sum  of  $ — 
number  of  miles  in  operation  is 
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mounting  to  seven  hundred  and  fifteen  miles  m !  subsequently  (in  1845)  donated  to  them 


The  work  on  the  road  was  commenced  in  1835, 
but  was  soon  suspended.  In  1838  it  was  resumed ; 
very  little  was  however  accomplished  until  1845, 
when  new  parties  took  hold  of  it  and  opened  one- 
half  of  it   in  1849,  and  completed  it  to  Lake  Erie 


length.    The  Oswego  canal  was  completed  in  1828 
«nd  the  Cayuga  and  Seneca  in  1829. 

In   1829,  the  construction  of  the  Chemung  and 
Crooked  Lake  canals  was  authorized.     The   for- 
mer was  completed  in  1833,  and  the  lattep  in  1836, 
under  the  direction  of  Holmes  Hutchinson  as  Chielj  early  in  1851 
Engineer.  I     Horatio  Allen   was  prominently  connected  with 

The   construction   of  the  Chenango  canal  was jtl''s    ^voik   as   consulting  Engineer,   and    Major 
commenced  in  1833  and  completed  in  1839,  under  Brown   as  Chief   Engineer  during  its  construc- 

the  charge  of  John  B.  Jervis  as  Chief  Engineer.  I  ^-^O"- 


The  Black  River  and  Genesee  Valley  canals  were 
commenced  in  1836.  Both  of  these  works  are 
yet  unfinished. 

Id  1826,  the  Canal  Commissioners  stated  "that 
the  great  press  of  business  on  the  eastern  end  be 


The  first  link  in  the  central  line  of  railroads 
was  completed  in  1830,  but  it  was  not  until  1843 
thai  the  whole  line  between  the  Hudson  and  Lake 
Erie  was  finished. 

The  continuation  of  this  line   from   Albany  to 


fore  long  will  exclude  packet  (pas'senger)  boats  1^;'^:'  ^°J^.  ''-^'  commenced  in  1817.  and  complet- 


from  this  section  of  the  canal."  *  *  *  "  And 
it  is  presumed  that  the  experience  of  two  or  three 
years  more  would  satisfy  the  public  that  it  would 
be  proper  to  commence  the  construction  of  anoth- 
er parallel  canal  on  the  eastern  section." 

The  Legislature  of  1834,  passed  an  act  directing 
doable  locks  to  be  constructed  east  of  Syracuse, 
and  in  the  following  year  directed  the  enlargement 
of  the  Erie  canal  for  its  whole  extent. 

Messrs.  Jervis,  Hutchinson  and  Roberts,  were 
appointed  Chief  Engineers  of  this  work. 

The  Canal  Board  determined  the  dimensions  of 
the  enlarged  canal  at  seventy  feet  surface  and 
seven  feet  depth,  with  locks  oue  hundred  and 
eighteen  feet  long  and  eighteen  fuet  wide. 

The  work  was  commenced  in  1836,  and  prosecu- 
ted until  1842,  when  the  embarrassed  condition  of 
the  treasury,  and  the  financial  difiSculties  of  the 
country,  induced  the  Legislature  to  direct  a  sus- 
pension of  the  work. 

A  small  amount  of  work  has  been  performed 
annually  since  that  date,  chiefly  for  the  purpose 
of  bringing  into  use  structures  and  portions  of  the 
canals  which  had  been  nearly  completed  previous 
to  1842,  and  those  which  wer«  necessary  to  re- 


ed in  1851. 

The  line  through  the  northern  part  of  the  State 
was  completed  in  1850. 

The  other  railroads  of  the  State  are  generally 
tributaries  of  these  main  trunk  lities. 

In  1838,  the  Legislature  made  loans  to  the  Itha- 
ca and  Owego,  the  Cauajoharic  and  Catskill,  and 
the  Auburn  and  Syracuse  railroad  companies  to 
the  amount  of  S637,700,  and  in  1840,  to  the  Au- 
burn and  Rochester,  the  Hudson  and  Berkshire, 
the  Tioga,  the  Tonawanda,  the  Schnectady  and 
Troy  and  the  Long  Island  railroad  companies  to 
the  amount  of  six  hundred  and  forty -eight  thou- 
sand dollars. 

By  the  last  return  made  to  this  office  of  the 
several  railroad  corporations,  there  has  been  ex- 

*This  was  effected  at  a  cost  of  two  and  a  half 
millions  of  dollars,  and  a  saving  of  one-half  the 
expense  of  transportation. — Ass.  Doc.  28,  1858,  p. 
124. 

fin  1826,  the  Legislature  gave  the  first  charter 
for  a  road  from  Albany  to  Schnectady,  seventeen 
miles  long,  which  was  completed  in  1830,  by  John 
B.  Jervis,  Chief  Engineer. 


A8    A    DEPENDENT    SYSTEM. 

The  canals  and  railroads  of  this  State  are  ar- 
ranged to  penetrate  the  difierent  sections  of  the 
interiors,  so  as  to  form  a  system  of  improvements, 
the  support  of  which  renders  them  mutually  de- 
pendant. 

The  freighting  business  is  chiefly  performed  by 
the  former  while  the  travel  is  confined  to  the 
latter. 

The  common  highways  of  the  country  perform 
the  local  traffic  of  the  interior,  and  carry  the  sur- 
plus to  the  railroads  and  minor  water  lines  which 
convey  it  to  the  districts  of  aggregated  population 
and  the  main  water  lines,  by  means  of  which 
.they  can  be  carried  to  the  seaboard,  and  thence 
'distributed  to  foreign  marts. 

The  natural  water  lines  of  the  State  are  the  At- 
lantic, on  the  southeast,  and  the  Western  Lakes 
and  the  St.  Lawrence  along  the  northern  and 
western  borders.  The  Hudson  river  extends  the 
nauigation  from  the  ocean  along  the  eastern  bor- 
cer  to  the  centre  of  the  State,  while  Lake  Cham- 
plain  furnishes  a  navigation  for  more  than  one- 
third  of  its  eastern  length.  The  Cayuea,  Seneca 
and  several  smaller  lakes  lying  in  the  inteiior  of 
the  State  are  also  navigable  channels.  The  upper 
waters  of  the  Hudson  and  the  Mohawk  penetrate 
the  eastern  part  of  the  State  ;  the  Black  River, 
the  Oswego,  and  Genesee  rivers  penetrate  the 
northern  sections ;  the  Delaware  and  Susquehanna, 
the  southern ;  and  the  Alleghany  the  south- 
western sections  of  the  State,  and  each  furnish  an 
imperfect  navigation  during  a  portion  of  the  year. 

These  natural  water  lines  formed  the  first  arte- 
ries of  trade,  and  were  subsequently  connect- 
ed by  artificial  lines,  the  completion  of  which 
constituted  the  present  system  of  our  canals. 

The  main  trunk  of  this  system  is  the  Erie  Canal, 
occupying  the  valley  of  the  Mohawk  and  the 
southern  slopes  of  Lake  Ontario,  running  east  and 
west  nearly  through  the  centre  of  the  State,  and 
connecting  the  chains  of  Western  Lakes  with  the 
navigable  waters  of  the  Hudson. 

The  Chenango  Canal,  occupying  the  valley  of 
the  river  of  that  name,  running  from  the  southern 
border  of  the  State  northward,  connects  the 
waters  of  the  Susquehanna  with  the  Erie  Canal, 
near  the  middle  of  the  State. 

The  Black  River  Canal  (nearly  completed,)  ex- 
tends from  the  navigable  waters  of  that  river,  and 
connects  with  the  Erie  Canal  near  the  outlet  of 
the  Chenango. 

The  Oswego  Canal  connects  the  most  easterly 
port  on  the  chain  of  great  lakes  with  the  Erie 
Canal,  at  the  centre  of  the  State,  and  forms  the 
shortest  line  between  the  most  easterly  of  those 
lakes  and  tide  water. 

The  Cayuga  and  Seneca  Canal  connects  the  Erie 
with  the  lakes  of  those  names,  and  by  means  of 
the  Chemung  Canal,  extends  the  navigation  to 
the  Susquehanna. 

The  Crooked  Lake  Canal  completes  the  navi- 
gation betweea  the  lake  of  that  name  and  the 
Seneca. 

The  Genesee  Valley  Canal  (nearly  completed,) 
occupying  the  valley  of  that  river,  running  south 
nearly  to  the  southern  borders  of  the  State,  con- 
nects the  Alleghany  river  with  the  Erie  Canal 
about  one  hundred  miles  east  of  Lake^rie. 

The  Champlain  Canal  constitutes  an  independent 
route,  extending  the  navigation  of  the  Hudson  to 
Lake  Champlain,  and  thence  by  the  improvement 
of  its  outlet,  to  the  St.  Lawrence,  in  the  Province 
of  Canada. 

All  of  these  canals  have  been  constrscted  by  the 
State.  The  Delaware  and  Hudson  Canal,  extend- 
ing from  the  Hudson,  at  the  mouth  of  the  Bon- 
dout,  to  the  Lackawaxen,  a  branch  of  the  J)ela- 
ware,  was  constructed  by  an  incorporated  compa- 
ny for  the  purpose  of  conveying  the  anthracite 
coal  of  Pennsylvania  to  the  New  York  market. 

The  system  of  railroads  consist  of  three  trunk 
lines  running  East  and  West  through  the  Northern 
Central  and  Sowtbem  sections  of  the  State. 


AMfilllCAX    HAILROAD    JOURNAL. 


189 


m 


The  Northern  Railroad  extends  from  the  upper 
end  of  the  St.  Lawrence  to  the  foot  of  Lake  Cham- 
plain,  from  which  continue  several  lines  southerly 
to  the  City  of  New  York  and  easterly  through  the 
New  England  States. 

The  Central  with  the  Hudson  River  Railroad 
extends  from  Lake  Erie  to  New  York,  running 
through  the  Central  and  Eastern  portions  of  the 
State,  occupying  the  Southern  slopes  of  Lake  On- 
tario and  the  vallies  of  the  Mohawk  and  Hudson. 

Three  branch  lines  extend  from  the  Western  di- 
rision  southeasterly,  and  connect  with  the  New 
York  and  Erie  Railroad. 

A  tributary  road  is  extended  from  Lake  Ontario 
■  South   through   the  valley  of  the  Oswego  River, 
and  connejts  with  the  main  line  near  the  centre 
of  the  State. 

Another  tributary  extends  from  the  head  of  the 
St.  Lawrence  River,  southerly  along  the  Eastern 
slopes  of  Lake  Ontario  to  the  main  line,  at  the 
sources  of  the  Mohawk. 

A  third  tributary  extends  up  the  Hudson  River 
valley  to  Lake  Cbamplain,  by  two  lines  and  thence 
trough  Vermont  to  Upper  Canada,  connecting 
with  the  Northern  line  at  the  North  end  of  Lake 
Cbamplain. 

The  New  York  and  Erie  Railroad  extends  from 
Lake  Erie  to  the  city  of  New  York,  through  the 
Southern  tier  of  Counties,  occupying  so  much  of 
the  vallies  of  the  Alleghany,  Susquehanna  and 
Delaware  as  run  East  and  West. 

Three  tributary  roads  extend  from  the  Niagara 
River  through  the  Central  and  Western  portions 
of  the  State,  and  enter  the  main  line  on  its 
Western  section. 

Two  of  the  tributary  roads  from  the  Bituminous 
and  Anthracite  coal  fields  of  Pennsylvania  enter 
it  on  the  South. 

It  will  be  observed  that  every  portion  of  the 
State  is  penetrated  by  these  railroads  and  navig- 
able water  lines,  except  a  section  lying  at  the 
sources  of  the  Delaware,  Susquehanna  and  Mo- 
hawk, and  another  section  at  the  sources  of  several 
small  streams  emptying  into  the  St.  Lawrence, 
Hudson  and  Mohawk. 

The  lengths  of  these  lines  are  as  follows : — 
Of  coast  navigation  on   the  Atlantic 

and  great  lakes  is 800  miles. 

Of  navigable  rivers  and  minor  lakes. .    450    „ 
Of  canals  and  improved  water  chan- 
nels, including  those  in  progress. .  .  1,000     „ 

Of  railroads  completed 2,600    „ 

Of  railroads  in  progress 1,000    „ 


Making  a  total  length  of 6,850  miles. 

This  gives  an  average  of  less  then  three  square 
miles  for  each  mile  in  length  of  railroad  and  water 
lines  within  the  State. 

III. THE  EXTENSION  OF  THE  CHANNELS  OP  TRADE 

AND  TRAVEL  BEYOND  THE  STATE. 

Immediately  west  of  the  State  of  New  York  lies 
the  great  basin  of  the  lakes,  and  contiguous  to  it 
on  the  south  and  west  lie  the  Ohio  and  Upper 
Mississippi  basins  of  equal  magnitude. 

These  basins  are  enclosed  from  the  Atlantic  by 
the  Alleghany  mountains,  except  where  they  fall 
off  to  the  level  plains  extending  through  the  centre 
of  New  York. 

An  inspection  of  the  map  embracing  these 
basins,  shows  on  the  one  side  the  chain  of  great 
lakes  from  the  further  extremity  of  Superior  tend- 
ing south  easterly  to  the  lower  end  of  Lake  Erie ; 
and  on  the  other  side  the  Ohio  river,  from  its 
junction  with  the  Mississippi,  tending  north-easter- 
ly to  its  source  in  western  New  York,  and  all  of 
the  intermediate  natural  water  lines  tending  to- 
wards the  same  point. 

This  general  direction  of  the  natural  water  lines 
of  these  basins  has  given  the  same  course  to  the 
artificial  water  and  railroad  lines  constructed 
through  them,  and  concentrates  in  the  narrow 
gorge  lying  between  the  northern  slope  of  the  Al- 
^ghany  mountains  and  the  eastern  end  of  Lake 
Erie,  a  drift  of  trade  and  travel  which  is  not  to 
be  found  elsewhere  on  this  continent. 

This  concentrated  traffic,  collected  by  these  fan 
■preadiag  Uoei,  most  be  conreyed  between  the 


lakes  and  the  Atlantic,  through  the  Erie  canal 
and  the  central  and  southern  lines  of  railroads  of 
this  State  to  its  commercial  emporium,  from 
whence  it  can  be  distributed  by  the  ocean  lines  of 
steamers  and  sail  vessels  to  every  port  on  the 
globe. 

From  the  western  terminus  of  the  Erie  Canal 
and  the  central  and  southern  railroads  extends  the 
chain  of  western  lakes,  commencing  with  Lake 
Erie,  which  extends  south-easterly  between  the 
Peninsula  of  Canada  on  the  North,  and  the  States 
of  New  York,  Pennsylvania  and  Ohio  on  the  South 
to  Michigan,  a  distance  of  270  miles  ;  thence 
north  through  the  Detroit  River,  Lake  and  River 
St.  Clair  to  Lake  Huron,  between  Canada  and 
Michigan,  a  distance  of  45  miles. 

Lake  Huron  extends  in  the  same  direction  for 
a  distance  of  270  miles,  and  connects  with  Lake 
Michigan,  which  runs  south  for  340  miles  between 
the  States  of  Michigan  and  Wisconsin  to  Illinois 
and  Indiana. 

From  Lake  Huron  the  River  St.  Mary,  extend- 
ing north-west  for  46  miles,  connects  with  Lake 
Superior,  which  extends  westward  for  4»'0  miles, 
with  Michigan  and  Wisconsin  onthe  South,  Cana- 
da on  the  North,  and  Minnesota  on  the  West. 

There  are  no  rivers  emptying  into  any  of  these 
lakes  which  are  navigable  for  any  considerable 
distance. 

From  the  south-western  part  of  New  York,  the 
Alleghany  River  running  south  through  Pennsyl- 
vania, and  uniting  with  tlie  Monongahela  near  the 
western  line  of  that  State,  forms  the  Ohio  River, 
which  extends  thence  nearly  south  between  Pen-n 
sylvania  and  Virginia  on  the  one  side,  and  Ohio 
on  the  other.  The  Ohio  extends  thence  nearly 
west  between  Kentucky  and  Ohio,  and  thence 
south-west  betw,  en  Indiana  and  Illinois  on  the 
north,  and  Kentucky  on  the  south,  to  its  confluen- 
ce with  the  Mississippi,  having  an  extent  of  navi- 
gation of  nearly  one  thousand  miles. 

The  Alleghany  and  Monongahela  Rivers  enter 
the  Ohio  in  Pennsylvania ;  the  Kanawha  fi  om  Vir- 
j;inia;  the  Muskingum,  Hocking,  Scoto  and  Mia- 
mi from  Ohio.  TUe  Licking,  Kentucky  Cumber- 
land and  Tennessee  from  Kentucky,  and  the  White 
and  Wabash  from  Indiana. 

The  navigation  of  the  Upper  Mississppi  com- 
mences at  St.  Pauls  in  Minnesota,  where  the  St. 
Croix  and  St  Peters  enter  it,  and  thence  runs 
south  to  its  confluence  with  the  Ohio  for  one  thou- 
sand miles,  between  Wisconsin  and  Illinois  on  the 
east,  and  Minnesota,  Iowa  and  Missouri  on  the 
west. 

The  Chippewa,  Black  and  Wisconsin  Rivers  en- 
ter the  Mississippi  from  Wisconsui ;  the  Rock  and 
Illinois  Rivers  from  Illinois ;  the  Iowa  and  Des 
Moines  from  Iowa ;  and  the  Mis.souri  River  from 
Missouri. 

The  annexed  table  B.  shows  the  length  of  the 
steamboat  navigation  on  the  Ohio  and  Mississppi 
above  their  confluence,  and  of  the  tributaries  be- 
fore mentioned.  Those  of  the  Ohio,  with  ils  tribu- 
taries, make  aggregate  length  of  more  than'  three 
shousand  miles,  and  those  of  the  Mississippi  of 
more  than  four  thousand  miles. 

The  lakes  and  the  Ohio  and  Mississippi  Sivers 
are  connected  by  four  great  lines  of  canals. "'  The 
first  extends  from  Erie,  on  Lake  Erie,  south  to 
Beaver,  on  the  Ohio  River,  a  distance  of  136 
miles.  v       ,-.:;"  •' 

The  second  line  extends  from  Cleveland,  on 
Lake  Erie,  south-west  to  Portsmouth  on  the  Ohio, 
a  distance  of  324  miles,  with  two  branches  connec- 
ting with  the  first  line  above  mentioned ;  another 
branch  connecting  with  the  Ohio  through  the  Mus- 
kingum River,  and  another  through  the  Hocking. 
The  third  line  extends  from  Toledo,  on  Lake 
Erie,  to  Cincinnati,  and  also  to  Evansville,  on  the 
Ohio.  The  distance  from  Toledo  to  Cincinnati  is  ' 
251  miles,  and  to  Evansville  is  467  miles.  | 

The  fourth  line,  extends  from  Chicago  on  the 


Mississippi,  through  the  Fox  and  Wisconsin,  Rjv- 
ers. 

The  New  York  Central  and  the  New  York  and 
Erie  Rail  Road,  through  its  branches,  extend  to 
the  Falls  of  Niagara,  and  there  connect  with  a 
road  across  the  Peninsula  of  Canada  to  Detroit, 
and  thence  across  Michigan  to  Chicago,  and  also 
by  a  line  in  progress  to  Grand  Haven  on  Lake 
Michigan  opposite  Milwaakie,  in  Wisconsin. 

From  the  western  termini  of  the  Central  and 
New  York  and  Erie  Rail  Roads,  a  line  oTroad  ex- 
tends along  the  south  shore  of  Lake  Erie,  through 
Clevland  and  Sandusky  to  Tol  do,  and  thence  «- 
cross  Michigan  and  Indiana  to  Chicago. 

From  both  Cleveland  and  Sandusky  roads  ex- 
tend  to  Cincinnati  on  the  Ohio. 

From  Cleveland  a  line  of  roads  is  in  operation 
through  Indianapolis  to  Terra  Haute  on  the  wes- 
tern line  of  Indiana. 

From  Toledo,  Terra  Haute  and  Cincinnati  lines 
of  roads  are  in  rapid  progress  to  St.  Louis.  Alton 
and  Quincy,  on  the  Mississippi ;  and  from  Quincy 
and  St.  Louis  other  lines  are  in  progress  to  the 
Missouri. 

From  Chicago  roads  are  completed  to  Rock  la- 
land  and  Alton  on  the  Mississippi,  and  in  prognas 
to  Milwaukie  and  Madison,  in  Wisconsin  and  Gal- 
ena, Fulton,  Quincy,  and  Cairo  on  the  Mississsip- 
P«- 

From  Fulton  and  Rock  Island  roads  are  in  pro- 
gress west  of  the  Mississippi  to  Iowa  city. 

From  Milwaukie  a  road  is  completed  to  Janea> 
ville.  and  in  progress  to  Mississippi. 

Table  B  furni.shes  a  list  of  all  the  roads  in  oper- 
ation in  this  territory,  and  includes  a  number  of 
roads  not  embraced  in  the  general  lines  above 
mentioned. 

The  extension  of  the  water  and  rail  road  lines 
beyond  the  State  of  New  York  form  connected 
lines  of  navigation  of  1600  miles  by  Lake,  7000 
miles  by  rivers,  and  1600  miles  by  canals,  besides 
upwards  of  3600  miles  of  connected  rail  road  Unei 
completed,  and  as  much  more  in  progress. 

To  ba  cootioued.  "^ 

East  Tenne««c«  and  Georgia  RalJroadi       > 

The  report  of  the  directors  of  this  Companj-i.- 
shows  the  earnings  for  the  year,  ending  with  Nov- 
ember. 1853,  to  be  $93,975  13,  and  the  expenses 
for  the  same  time  to  be  ^2,321  91,  leaving,  the 
sum  of  $5  4,663  22  as  profits.  The  cost  of  the 
road,  82  miles  in  length,  upon  which  this  sum  has 
been  earned,  is  in  round  numbers  $1,600,000. 

The  report  says :  =  J     > 

The  marked  improvment  in  the  agricultural  in- 
terests of  the  country  through  which  the  road  pas- 
ses, is  perceptible  to  the  most  casual  observer  ' 
whilst  in  the  traiisportation  of  its  varied  and  in- 
creased  products  the  Company  have  ample  assur- 
ance that  the  time  is  net  distant  when  a  compen- 
sating remuneration  will  be  forthcoming  for  their ': 
eflTorts  and  outlays  in  building  the  road. 

The  following  description  of  the  road  is  extrac- 
ted from  the  report  of  the  engineer,  M.  B.  Prich- 
ard,  Esqr. 

As  the  road  is  now  rapidly  approaching  comple- 
tion, a  brief  statement  of  its  leading  characteris- 
tics may  be  of  interest.  The  length  of  the  finished 
portion  of  the  road  from  Dalton,  Georgia,  to  Lou- 
don, Tennessee,  is  82  miles— Loudon  to  Knoxiville 
including  Bridge  and  approaches,  29  miles— totai 
111  miles — of  this  15  mil.'s  is  in  Georgia  and 
96  in  Tennesse— 60  miles  graded  for  a  double 
track— the  remainder  is  18  to  20  feet  wide 
in  cuts  and  13  to  16  in  embankments.  The  maxi- 
mum grade  is  36  feet  per  mile,  used  in  no  iustante 
continuously  over  two  miles.  The  curves  are  of 
oadii,  varying  from  2,865  feet  to  10,000 ;  in  a  few 
instances  3  and  4  degree  curves,  or  of  1910  and 


_  l,432i  feet  radii  have  been  used  upon  light  trades 

southern  extremity  of  Lake  Michigan  to  the  h6ad  —there  is  no  reversed  curve  upon  the  entire  road 

—the  proportion  of  straight  line  to  curve  is  about 
as  8  tol. 

The    total    length  of   Bridging  is    2494~th0 
gTUfe  of  the  track  is  6  ftet— the  weight  of  r»U  • 

.     ■  I; 


of  navigation  on  the  Illinois,  a  distance  of  100 
miles. 

Another  canal  is  in 
oorthem  extremity  of 


progress  connecting 
Lake  Michigaa  with 


the 
the 


too 
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fracton  over  100  net  tons  per  mile — the  ties  are  8 
inches  thick  and  8  to  25  inches  wide,  2i  feet  a- 
part,  centre  to  centre — they  are  laid  upon  the  sur- 
face of  the  road  bed  without  embedding,  earth  is 
then  filled  in  to  the  level  of  the  top  of  the  rail  in 
the  centre  and  sloping  to  the  bottom  of  the  tie  at 
the  ends ;  by  this  method  the  tendency  of  \Tater, 
to  settle  under  the  ties  is  obviated. 

The  following  table,  also  from  the  report  of  the 
engineer,  is  worthy  of  record,  at  it  embraces 
points  which  may  yet  be  availed  of  for  other  pur- 
poses of  railroad  construction. 

TABLE  or  THE  ELEVATION 

Of  prominent  points  on  the  East  Tennessee  and 
Georgia,  and  other  connecting  roads,  above  the  lev- 
el of  the  sea.  .'....  ',      . "   - 

Augusta,  Georgia ; 147 

Atlanta,        " 1060 

Summit  W.  &  A.  Railroad,  near  Marietta,. . .  1156 

Dalton 771 

Tennessee  and  Georgia  line, 837 

Cleveland, 878 

Low  water  Hiwassce  River, 684 

Athens, 993 

Sweetwater  Summit, 1023 

Loudon, 814 

Low  water  Tennessee,  at  Loudon, 737 

McClellan's  Summit,  Knox  county, 972 

Knoxville, 898 

Summit  Copper  Ridge 1186 

Water  Clinch  River 814 

Gap  of  Waldens'  Ridge 1200 

Grave  Gap,  cross  Mountain, 1285 

Summit  Elk  Gap  Cumberland  Mountain, 1701 

Elk  Fork  of  Cumberland  River, 1150 

Clear  Fork  of        "  "     Ky. 962 

Cumberland  River,  at  Williamsburg,  Ky 931 

Summit  between  Cumberland  and  Lauiel  Riv- 
ers,   1218 

Laurel  River, 918 

Summit  between  L»urel  and  Rockcastle  Riv- 
er, Ky 1289 

Water  Rockcastle  River.  Ky., 866 

Head  of  Line  Creek,  Ky 1188 

Summit  Brush  Creek,  Ky 1190 

Collier's  Gap  in  knobs  near  Crab  Orchard, 

Ky., 1325 

Blue  Grass  country,  Ky., 1010 

SUnford,  Ky., 980 

Dicks'  River,  Ky., 907 

Danville,  Ky., 997 

Low  water  in  Ohio  River  at  Cincinnati, 434 

Naagatnc  Railroad* 

The  following  is  a  statement  of  the  receipts  and 
expenses  of  the  Naugatuc  Railroad  for  the  past 
year.  The  receipts  show  a  large  increase,  and  the 
York  and  Erie  roads,  with  suggestions  for  improve- 
ment of  the  locomotive,  in  its  plan,  proportions, 
manufacture  and  management.  Believing  the 
subject  to  be  of  especial  importance  to  the  inter- 
ests of  many  of  our  railroads,  we  thus  wish  to 
bespeak  the  attention  of  their  managers  on  its 
appearance. 

Cost  of  Worklngr  or  EnglUh  Railroads. 

Herapath's  Journal  of  February  25th  contains 
reports  of  the  operation  of  some  of  the  largest 
English  companies  for  the  six  montns  ending  Dec. 
31st,  1853. 

The  receipts  of  the  Eastern  Counties  line,  com- 
prising 434>;^  miles  of  roads,  were  for  the  half 
year  jC491,875,  33.  9d.  of  which  the  expenditures 
for  working  were  £,'J03,761,  12s.  6d. 

The  following  are  the  expenses  per  mile  run, 
reduced  to  federal  currency.  ..  ^  •  v."- 

Passenger  business. 

Locomotive  expenses 18.3078  cts. 

Maintenance  ol  way  and  works 6.3530    „ 

Miscellaneous  working  expenses 27.2796    ,, 

Rates  and  Taxes 3.5658    „ 

Gorernment  duty 4.6770    „ 


Freight  business. 

Locomotive  expenses 21.1798  cts. 

Maintenance  of  way, and  works 6.3630    „ 

Miscellaneous  working  expenses 27.2796    „ 

Rates  and  taxes '. '. 8.C558    „ 


Cost  in  cents  per  mile.'run 58.3682    „ 

The  Report  of  the  ^  Locomotive  Superintendent 
gives  some  very  valuable  information  touching 
the  cost  of  locomotive  power  on  English  railways, 
and  we  therefore  publish  it  entire. 

Report  of  the  Locomotive  Superintendent. 

To  the  Directors  of  the  Eastern  Counties  Railway 
Company. 

Gentlemen. — In  laying  before  you  the  accounts 
of  this  department  for  |^e  past  half-year,  together 
with  the  accompanying  comparison  with  other 
corresponding  half-jeaiis,  I  beg  to  draw  your  at- 
tention to  the  greatly  increased  duty  which  has 
been  performed  by  thi^ .  department,  and  also   to 


the  increase  in  the  mileage  rate,  which  has  been  .. 
caused  by  the  very  large  advance  that  has  taken  '' 
place  in  the  price  of  all  descriptions  of  materials,  - 
as  well  as  of  labor,  to  an  extent  even  beyond  • 
what  I  anticipated  at  the  date  of  my  last  report  to 
you. 

The  cost  per  train  mile  for  coke  has  also  m- 
creased,  not  only  from  the  advanced  price  but 
also  from  the  difficulty  in  obtaining  the  required 
quantity,  which  has  compelled  the  use  of  an  in-  • 
fcrior  quality,  as  well  as  of  a  considerable  propor- 
tion of  coals,  and  consequently  has  increased  the 
consumption  per  mile  run  by  trains. 

The  large  additional  duty  that  has  been  per 
formed  during  the  half-year,  in  consequence  of 
the  greatly  increased  traflic,  by  and  with  the  same 
amount  of  rolling  stock,  has  also  added  to  the 
cost  of  working,  and  renders  it  desirable  that 
those  engines  which  are  now  standing  as  "surplus 
engines,"  but  which  require  considerable  repairs 
to  be  done  to  them,  should  be  repaired  and  taken 
into  the  working  stock  of  the  Company  from  time 
to  time  as  they  may  be  required. 


I 


Comparative  Statement  of  Miles  run  by  Trains,  and  Cost  per  Alik. 


Half-year 

ending  4th 

Jan.  1850. 

Miles  run  by  passenger  trains 762,104 

Do.      by  goods  trains 386,161 


Half-year 
ending  4  th 
Jan.  1851. 
800,656 
407,548 


Half-year 
ending  4th 
Jan.  1852. 
920,388 
432,986 


Half-year 
ending  4th 
Jan.  1853. 
1,037,983 
629,247 


Half-year 

ending  31st 

Dec.  1853. 

1,064,424 

680,928 


Total  miles  run  by  trains 4,148,205       1,208,204     1,353,374        1,667,230       1,745,362     , 

Total  amounts  expended £85,387     9    82,587  13  4     64,592  6  11     03,108 12  0  74,687  8  11 


Number  of  miles  of  railway  worked 327^4        34434 


344>4' 


*y-4 


434>i 


Cost  of  Locoviotive  Department. 

Working  engines —  Pence. 

Engincmen  and  firemen's  wages 1-8873 

Oil,  tallow,  waste,  firewood,  &c '4594 

Labourers  and  cleaners "6794 

Water -2867 

Coke 51286 

Engine  power  for  shunting 


Average  Cost  per  Train  Mile. 


8-4413 


Repairs  and  renewals  of  engines    and 
tenders — 

Wages  and  materials 6-5111 

Salaries  to  Superintendents  . .  .\ -1385 


Pence. 

Pence. 

Pence. 

Pence. 

1-9388 

1-4682 

1.4991 

16204 

•5379 

-2778 

•2992 

•4525 

•7112 

•6308 

•..m. 

•6370 

•2065 

•1455  - 

•1627 

4-6684 

30463 

28329 

3-0346 

•4187 

•4202 

-2698 

•1756 

8-4815 

5-9888 

51345 

6-9877 

4-8770 

31882 

2-5611 

25656 

•1487 

•1560 

•1329 

•1202 

Cost  in  cents  per  mile  run 60,0722 


Total  for  locomotive  department 140909       13-5072 


9-2830 


•8286 


8-6736 


Cost  of  Carnage  and  Wagon  Depart- 
ment. • 
Repairs  and  renewals  of  carriages  and         "^ 
wagons — 

Wages  and  materials 37099 

Salaries  to  Superintendents -0461 


■■::.{ 


Total  for  carriage  and  wagon  depart- 
ment  3-7560 


Total  cost  per  mile  for  locomotive  de- 
partment   140909 

Total  cost  per  mile  for  carriage  and 
wagon  department 8-7560 


2-8486 
•0490 

2-1194 
•0520 

1-7914 
•0443 

1.6428 
•0400 

2-8992 

2.1714 

1.8367 

1-5828 

13.6072 

2-8982 

9-2830 
21714 

7-8286 
J-8357 

86736 
1-6828 

Total 178469       164054 


11-4544 


9-6642 


10-2663 


The  returns  sent  herewith  will  show  you  that 
the  efficiency  of  the  rolling  stock  has  been  fully 
maintained,  and  this  I  shall  continue  to  do  at  the 
least  possible  expenditure. 

Showing  that,  during  the  past  half-year,  there 
has  been  an  increase  in  the  number  of  miles  run 
with  trains  over  the  half-year  ending  January  4th, 
1853,  of  178,122,  and  an  increa.se  of  expenditure 
of  £11,478  16s.  lid.;  and  over  the  half-year 
ending  January  4th,  1850,  there  has  been  an  in 
crease  in  the  number  of  miles  run  with  trains  of 
597,087,  and  106>^  miles  of  railway  worked  with 
an  acfaal  decrease  of  expenditure  of  £10,800  Os. 
Id.,  or  at  the  rate  per  mile  per  train  of  7.5906 
pence,  on  the  average  of  that  half-year.  The  in- 
crease of  mileage  of  the  trains  is  due  to  the  in- 


creased length  of  railwaj'  worked,  and  to  the  in- 
creased quantity  of  traffic. 

I  am,  gentlemen,  your  obedient  Servant. 

John  V.  Goocii. 

Return  of  rolling  stock,  31st  December,  1853. — 
Locomotive  engines — working  engines — 126  pas- 
sengers, 66  goods.  Surplus  engines — 12  passengers, 
18  g»ods.  Coaching — 3  saloons,  193  1st  class  and 
composite,  6  mails,  172  2nd  class,  10  mixed  class 
with  breaks,  185  3d  class  and  open  excursions, 
97  horse  boxes,  82  carriage  trucks,  69  passenger 
luggage  vans.  Merchandize — 6  milk,  bread  stores, 
and  gunpowder  vaus,2,586  goods,  718  sheep  and 
cattle,  873  timber,  coke,  coal,  and  ballast,  22 
lime,  68  breaks. 
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M  W.  BALDWIN  &  CO.,  Engineers, 


W^ 


Broad  and  Hamilton  Btreeta,  Philadelphia, 
rOULP  call  tlie  attention  of  Railroad  Managers,  and  tboee 
interested  in  Railroad  Property,  to  their  Ststbm  of  Loco- 
ICOTIVI  Ekcinks  in  which  they  are  adapted  to  the  particular 
business  for  which  they  may  be  required ;  by  the  use  of  one, 
two,  three  or  four  pair  of  driving  wheels ;  and  the  use  of  the 
whole,  or  so  much  of  the  weight  as  may  be  desirable  fur  ad- 
hesion :  and  in  accommodating  them  to  the  grades,  curves, 
strength  of  superstruction  and  rail  and  work  to  be  done. — By 
these  means  the  maximum  useful  effect  of  the  power  is  secured 
with  the  least  expense  for  attendance,  cost  of  ft>d  and  repairs 
to  Boad  and  Engine.  With  these  objects  in  view  and  as  the 
result  of  twenty-three  years  practical  experience  in  the  business 
by  our  senior  Partner  we  manufacture  Five  different  kinds  of 
Engines  and  several  classes  or  sizes  of  each  kind. 

Particular  attention  paid  to  the  strength  of  the  machine  in  the 
plan  and  workmanship  of  ail  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  offer 
these  engines  with  the  assurance  that  in  efBciency,  econocny  and 
durability  they  will  compare  favorably  with  those  of  any  other 
kind  in  use. 

We  also  furnish  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
centres  without  boring),  Composition  Castings  for  Bearings  ; 
every  description  of  Copper  Sheet  Iron  and  Boiler  work ;  and 
every  article  appertaining  to  tlie  repair  or  renewal  of  Loco- 
motive Eotrines. 

M.  W.  BALDWIN.  MATTHEW  BAIRD. 


C.  Floyd- Jones.,, 

Division  Engineer  3d  and  12th  Divisiona. 

Illinois  Cektbal  RAiLROAD. 

Vandalia,  JU. 


Boiler  an^  Tank  Rivets, 
Nuts  and  Wasliers ; 

AU  Sizes  of  '  '.;; 

Bolts  and  Bolt  £nds 

for  Sale  by 
BRIDGES  &  BROTHER, 

64  Courtland  st,  N.  T. 


To  Railroad  and  Canal  Co.^s, 
Contractors,  &c. 

THE  undersigned  would  direct  the  attention  of  Chief  En- 
gineers and  Contractors  to  the  fhcilities  thtiy  possess  for 
supplying  them  with  lat>orer8,  mechanics,  dec.  of  any  descrip- 
tion, and  also  to  infbrm  them  that  they  fbrward  such  men  to 
whatever  destination  they  may  be  requiriid. 

Companies  or  Contractors  desirous  o  f  receiving  steady  and 
industrious  men,  will  b»  promptly  supplied  at  tbe  shortest  pos- 
sible notice. 

JOHN  J.  HELLING  &  CO. 
No.  85  Greenwich  street,  New  York. 

Mew  York  and  Srie  r7r. 


m 


PASSENGER  TRAINS 

leave  Pier  fbot  of  Duane  street, 

as  fbllows,  viz  :— 


BcFFALO  Express,  at  7  a.  m.  fbr  Buffalo  direct,  over  the  N. 
Y.  &  E.  R.  R.,  and  the  B.  &  N.  Y.  City  R.  R.,  without  change 
of  baggage  or  cars. 

Mail,  at  8JW  a.  m.  for  Dunkirk  and  Buffalo,  and  intennediate 
statioos.  This  train  remains  over  night  at  Ehnira,  and  proceeds 
the  next  morning. 

Wat  Exfkbss,  at  12X  P-  m.  for  Dunkirk,  and  intennediate 
irtatioM. 

AccoxxoDATiON,  at  3  p.  m.  for  Delaware  and  intermediate 
Stations. 

Newbubo  ExPBias,  at  4  p.  m.,  for  Newburg. 

Wat  Passbsoer,  at  4  p.  m.,  for  Piermoot  and  intermediate 
stations. 

NioHT  Express,  at  5  p.  m.  for  Dunkirk  and  Buffikkx 

On  Sundays  only  one  Express  Train— at  5  p.m. 

These  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Kailroadfor  Cleveland,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 
. OHAS.  MINOT,  Sup-t 


Railroad  Iron. 

Onnn  tons  RaHroad  irm,  weighing  about  59 
tCKJXJKJ  Iba.  per  yard,  "  Erie  "  pattern  of  G  L  and 
"  CrawBhay"  manufa'^ture,  now  on  the  way  from  the 
■hipping  ports  in  Great  Briuin  to  thia  port,  for  sale  bv 
P.  CHOUTEAU,  Jr.,  SANFORD  i.  CO., 


December  4,  lflS2. 


No.  61  New  street. 


Dng^gran^s  Work  on  Bridgres. 

SPECIMENS    OF    THE 

STONE,  IRON  AND   WOOD  BRIDGES, 

TTIADUCTS,  Tunnels,  Culverts,  etc.,  of  the 
y  United  States  Railroads ;  illustrated  by  a  se- 
ries of  drawings,  from  actual  measurement  of  the 
works ;  including  plans,  sections,  elevations,  and 
details  of  each  structure,  and  an  appendix,  illus- 
trative of  the  art  of  bridge  building,  as  at  present 
practiced  in  Europe. 

luuslrated   With  Numerous  Accurately  Engraved 
Drawings. 
15  Numbers,  76  Cents,  each. 
*»*A  few  sets  of  the  above  work,  may  be  had 
by  applying  to  the  subscriber. 

JOHN  WILSY,  167  Broadway. 


Passeng^er  Cars  for  Sidle. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad.  1 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cirs  for  im- 
mediate use.  i 

They  will  be  sold  at  a  bargain  "for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &-  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  2l8t,  1854. 


Railroad  LiettingTo 


mam 


PROPOSALS  will  be  received  by  the  under- 
signed at  the  Engineer's  Office,  Dover,  Dela- 
ware, until  March  14th,  inclusive,  for.  the  Gradua- 
tion, Masonry  and  Superstructure  of  t|ie  DELA- 
WARE RAILROAD,  extending  fiym  the  New 
Castle  and  Frenchtown  Railroad  to  $i'aford,  a 
distance  of  70  miles,  through  a  healthy  region, 
and  convenient  to  procure  hands  and  supplies. 

The  work  will  be  divided  into  sectionf  of  about 
4  miles  each.  j 

Maps,  profiles,  and  specifications  will  be  ready 
for  the  examination  of  contractors,  aft^r  the  1st 
of  March.  .| 

Bidders  personally  unknown  to  the  undersigned, 
will  be  expected  to  produce  satisfactory^  evidence 
of  their  responsibility.  i 

D.  H.  KENNEDY, 

feb.l8-tml4  Resident  Engineer. 


Railroad  Iron. 

TnE  Subscribers  are  at  all  times  prepared  to  enier  into  con- 
tracts for  Railroad  Iron,  of  Messrs.  Guost  Sc  Qo.,  or  other 
leading  manuflaeturers'  make,  delivered  free  ou  boa^d  veiisels  in 
England  or  in  this  coontry.  | 

BOOKMAN,  JOHNSTON  |&  CO., 
Bept  7.  90  Broadway,  New  York. 


Notice  to  Contract oiis. 

office  of  the  Milwaukee  and  Horicon  R.\R.  Co.  \ 
Milwaukee,  Wis.,  March  15th,  1854,     J  | 

PROPOSALS  will  be  received  at  this  joffice  till 
the  first  day  of  May  next  for  the  conistruction 
of  the  second  division  of  the  Milwaukee!  and  Ho- 
ricon Railroad,  from  Horicon  to  Berhn  aj  distance 
of  forty-two  miles  or  sections  thereof,   j 

Maps,  profiles  and  specifications  will  be  ready 
for  the  examination  of  bidders  on  and  pfter  the 
tenth  day  of  April  next. 

JOHN  B.  SMIT 
Pres'tM.  &H.IR.R.CO 


To  Civil  £ngrineers  and  Sur- 
veyors. 

'TRANSITS,  Level  and  Surveyor^Compasses  Manu^otured  on 
A  the  most  unproved  jitinciple  and  of  the  Best  Quality 
-.i       ;  by  THOMAS  HUNT, 

•  *      -  '  No.  63  Fulton  ptreet, 

lylO*  A'efc  Yo^k. 


OFFICE  OF  THE  CLEVDLAND  AND  TOLE 
DO  RAILROAD  CO.— No.  18  Williapi  Street 
—New  York,  15th  March,  1854.— DIVIDEND.— 
A  semi-annual  Dividend  of  5  per  cent,  onjtbe  cap- 
ital stock  of  this  company,  has  this  day  peen  de- 
clared, payable  in  cash,  at  the  office  of  the  com- 
pany, on  and  after  the  6th  April  next.  '<  Certifi- 
cates of  stock  in  either  of  the  late  conpanies, 
(Junction,  or  Toledo,  Norwalk  and  Cletveland,)' 
will  be  required  to  be  exchanged  for  certificates 
of  this  company,  before  dividends  are  paid.  The 
transfer  books  will  be  closed  from  the  25th  inst., 
to  the  5th  April.  1 

By  order  of  the  Board  of  Director* , 
E.  B.  LITCHF1EI.D, 
mh.l7  Im.  Treasurer. 


Railroad   Iron  Via  Q^uebec. 
JOHN  ANDiaRSON  &  CO. 

COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

Q,uebec  and  Montreal. 

PABTICDLAR  attentioo  given  to  the  Transhiptneot  of  Iron, 
Ac.,  in  Transitu  Ibr  the  Westeni  Lake  Ports,  aod  to  tbe  Ship- 
ment of  Rails  hi  Oreat  Bntain. 
QiM^,  Dec.  i,  1863. 


Notice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  RAILWAY 
New  Brunswick. 

PROPOSALS  will  be  received  by  the  under* 
signed  at  his  office,  Princess  street,  St,  John, 
N.  B.,  up  to  the  6th  day  of  April  1864,  for  the  en^ 
tire  construction  of  that  portion  of  the  Eastern 
Division  of  the  above  Railway  extending  from  the 
crossing  of  the  Road  from  Schediac  to  Dorchester 
to  the  Bend  of  the  Petitcodiac  River  being  a  dis- 
tance of  about  twelve  miles,  comprising  the 
Grubbing,  Grading,  Masonry,  Bridging,  and  the 
Ballasting  and  Laying  of  the  permanent  Road. 

The  work  will  be  divided  into  two  sections 
which  being  adjacent  to  others  to  be  proceeded 
with  on  their  completion,  is  well  worthy  the  atten- 
tion of  Contractors. 

Proposals  may  be  made  for  one  or  Ixith  sectioot 
and  with  or  without  tho  permanent  Road  and  Bal- 
lasting. 

Plans  and  Specifications  will  be  ready  for  the 
inspection  of  bidders  on  and  after  the  5th  day  o  f 
March  at  the  above  office  where  all  other  nccessa* 
ry  information  may  be  obtained. 

W.  E.  ROSE. 

St.  John,  N.  B.,  27th  Feb'y  1854. 

Kailroad  Companies    and 
Contractors, 

WANTING  first  rate  German  or  Irish  lal>orer8 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT, 
European,  American  Employment  Office, . 
287  Broadway,  corner  Reade-st. 
3t  Under  the  Irving  House,  New  York. 


THE 

New  Yorker  Handels-Zeitnng^ 

A  GERMAN  Commercial  Paper,  containing  Prices  Crirrenf, 
^  Market  Reports,  Exchange  atid  Stock  Kates,  Shipping  LiKt 
and  Correspondences  from  oil  puts  of  the  world,  appean  twice 
a  week  in  two  sejiarate  editioiiK,  viz  :  one  for  bume  circulation, 
published  each  Wednesday  and  Saturday  morning  ;  tbe  other 
for  circulation  in  Europe,— the  ool>  German  Pai>er  putftehed  in 
the  United  States  admitted  to  the  German  States— appears  be- 
fore tbe  departure  of  each  mail  steamer  for  Curope.  Terms  : — 
TlHj  (>aper,  per  annum,  at  New  York,  $5,  Jor  Germany,  fldl 
Postage  ineluded,  $11,  and  for  ail  oier  i>arts  of  £uroi>e,xbe  C.  8. 
Poatage  iiiclus.,  $S.    Advertisements  taken  at  lil>eral  terma. 


To  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI, 

THIRD    ASD   FOURTH    DIVISIONS. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  this  road,  (extending  from  the  Mis- 
souri river  at  Jeflerson  City,  passing  near  George- 
town and  Warrensburgh,to  the  Missouri  river  De«r 
Independence,  about  160  miles,)  so  soon  after  the 
!  first  of  May  next,  as  satisfactory  proposals  shall  bo 
made. 

Contract  will  be  made  for  the  whole  now  offer- 
ered,  or  such  parts  as  particular  contractors  may 
select  in  form  and  quantity  to  suit  the  interests  of 
the  company.    Proposals  are  asked  for  by  the  cu- 
bic yard,   with   cash  payments ;  but  contractors 
ay,  if  they  desire,  accompany  their  offer  with 
roposals  for  two  thirds  cash  and  one  third  in 
ouuty  and  railroad  mortgage  bonds  or  other  se- 
nrities. 
Profiles  and   maps  of  approximate  location  can 
e  seen  after  first  of  April  next  at  Pacific  Railroad 
ffice,  in  St.   Louis,  and  any  information  will  be 
ven  on  application  to  the  Engineer. 
The  first  division  of  this  road  is  now  in  opers- 
jon ;  the  second  division  to  Jeflenion  City  under 
)resent  course  of  construction. 

The  third  and  fourth  divisions  now  offered  pass 
)ver  a  high,  rolling  mixed  prairie   and   timbered 
'  sountry,  and  lor  healthfnluess  and  supply  of  pro- 
isions  will  compare  favorably  with  any  part  o  i 
I  he  west.  TUOS.  ALLEN,  Pres. 

■■  Thos.  S.O'Slllivan, Chief  Eng. 
Fa«m<;  R.II,  Office,  St.  Louis,  f  eh,  IBH. 
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Railroad  Iron. 

1  CiP^f\  Too*  Erie  Pattera  Guest  aod  Crfa  make,  weighing 
1/^OU  57X  lb«.peryard,tobeiluppedriromWale«in  Ju- 
T  aad  AuKUit.  for  Uua  port— for  sale  by 
7  aaa  AugiMs  .u  'bOOBMAN,  JOHNSTON  *  CO., 

June  9,  1863.  89  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  tiie  usual  patterna  and 
weights,  and  of  any  required  length  not  exceeding  3U 
eetperraU.    ^gJ^g^cH AMBERS,  President. 
Septmnber,  18B0 


Railroad  Iron. 

THE  Uaderaigned,  AgenU  for  the  Manufacturen, 
are  prepared  to  contract  to  deliver  free  on  board 
at  shipping  ports  In  England,  or  at  parts  of  discharge 
In  the  United  States,  Rails  of  superior  quahty,  and  of 
.uch  weight  or  Pa"em  asmay^b^re,ui«d. 

9  South  William  St. 
New  York,  Juna  1.  1881- . 

Railroad  Car  Works. 

T-aJt  Hndenisned  are  prepared  to  manu&cture  fbr  Railroad 
^om;S^S&^«%W?e,  Cattle,  Freigh^  Gravel «.d 
nana  ^VT^  BaKKage  Barrows  and  Freight  Tnicki. 
BaoU  cars,  auo  i>uKK»is  ^   HUNQBaTORD  &  CO. 

Mayvitle,  Ky.,  Sept.  29, 1868. 


Stuart,  Serrell  &  Co., 

CIVIL  ENGINEERS, 

Rooms  22,  24,  26  &  27, 

167  Broedway,  New  York. 

Cbablbi  ».  BTniai,  ?»*:**?  ,^„^"*l"'-'"' 


Daxisi.  HAasH, 


SAxaiL  MoBLReT. 


Railroad  Iron. 

r%r\f\f\  TONS  iuperior  quality,  deUvery  from    April  for 
O UUU  ward,  with  6  to  600  too.  ^^^^^"'/'co  ^^ 
^3tf  M  *  101  John  street 


Railroad  Iron. 

K  AAA  TONS  T  RAILS,  about  one-half  weighing  69  Iba. 
0,000  per  yard  and  the  remainder  66  lbs.  per  yard  now  m 
bond  and  for  sale  by  ^^^^  ^  ^^^^^ 

2dFWif.  go  Beaver  atreet 

Soutb- Western   Gar  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
At  short  notice,  for  all  kinds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Falcilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
reauirinc  work  delivered  in  the  South  and  West, 
^        *  W.  ,CLOUGH. 

Refer  to 
Jno.  Brouqh,  Esq.         Winslow,  Lanier  &.  Co. 
feb.18.  Im. 


To 


Railroad  Engflneers   and 
Contractors. 

WANTED,  a  corps  of  eflBcient  Engineers  and 
Contractors,  for  the  construction  of  a  Rail- 
road in  one  of  the  Southern  States.    Apply  to 

DUFF  GREEN. 
New  York,  Feb.  14th,  1864. 


Ontario,  Slmcoe  &  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simcoe  ia  expected  to 
be  completed  to  the  Georgian  Bay,  Lake  Uuroa  a 
distance  of  96  miles  in  June  next  where  it  will  form  the  shortest 
and  most  agreeable  route  to  the  North  Western  State*  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  preaent  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
miles)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day— 
On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  will  convey  passengers 
through  that  Lake  and  Lake  Couchiching  to  Onlla  whence  a 
•hort  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloolah)  which  runs  to  the  Sault 
St  Murie  and  intermediate  poru  ferming  the  most  expeditious 
and  agreeable  route  to  the  Mioeral  Regions  of  Lakes  Huron 
and  Superior. 

Arrangements  will  be  made  on  tbe  completion  of  the  road  to 
the  Oeorgiao  Bay  t>r  a  liae  of  first  classSteamers  to  extend  their 
trliM  to  tM  ports  on  Lake  Michigan. 

ALIRBD  BRUNBL, 
Supartataadaat 


To  LoeomotlTe  £nglne  Buil- 
ders and  Engrlneers. 

THE  Proprietors  oflfcr  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLJJVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &«.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  800  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work', 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a.large  part  of  which  is  already  under  con- 
tract,— the  property  now  oflFered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Popb,  Pine  Street,  New 
York. 


Railroad  Spikes,  Boiler  RIt- 
ets,  ete. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr..  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrought  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPORTERS  of  English  refined  andMer- 
ctiant  har  Iron ;  Extra  refined  Car  and  Locomotive 
Axles  (from  3^  to  6i  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  and  Cast  Steel,  etc.,  etc.,  etc. 

T.  A  E.  GEORGE. 
PhiUdelphia,  November  14, 18B0. 


Railroad  Iron.  i 

THE  UNDERSIGNED,  II A  VING  made  arranee- 
meats  abroad,  are  prepared  to  contract  for  the  de- 
livery of  Foreign  raila,  of  tppreved  brands  upon  the 
most  faverable  terms. 

They  will  also  make  centracts  for  American  raUa, 
made  at  their  Trenton  works,  from  Andover  Iron,  in 
whole  or  in  part,  as  may  be  asreed  upon. 

They  are  prepared  to  iumish  Tel^raph,  Spring  and 
Market  Wire ;  Brailcrs  and  Wire  Rod» ;  Rivets  and 
Merchant  Bars  to  order,  all  made  exclusively  from  An- 
Aover  Iron.  The  attention  of  parties  who  require  iron 
of  the  v«ry  but  quality  for  special  purposes,  is  respeot- 
hiUy  invitwL  QOOPBK  &  HEWITT; 

ITBurilaf  8Up,  N«w  York. 

Fabniuy  II,  lew. 


SHANAHAN  &  LOEBER, 

181  Williamst,  L,^J 

(Ist  floor-Up  stairs,)  ^^^^g^ 

MANUFACTURERS  OF 

THEODOLITES,  TRANSITS,  LEVELS, 
SorTeyon'  Compasses,  Drawing  Initrimuiiti, 
Chains,  Scales,  Levelling  Rods,  &c.     lylO 


Xotice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD. 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  16th  day  of 
April  next,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  65  miles,  from  Memphis 
to  Cherryville. 

Contractors  must  give  the  most  undoubted  se- 
curity for  the  completion  of  the  work  at  the  time, 
and  in  the  manner  specified ;  and  contracts  will 
be  let  in  sections,  or  for  the  entire  work,  as  may 
be  deemed  best  by  the  Directors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  should  none  p.-ove  satisfactory ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

E.  PEABODY, 
Engineer  in  charge. 


To  Contractors. 


Bmm 


SEALED  PROPOSALS  wiff  be  received  at  the 
office  of  the  undersigned,  in  the  city  of  St. 
Louis,  until  Thursday,  March  30th  inst.,  for  the 
Grading  and  Masonry  on  the  ST.  LOUIS  &.  IRON 
MOUNTAIN  RAILROAD,  extending  from  St. 
Louis  to  the  Pilot  Knob  Mountain,  a  distance  of 
87  miles,  (except  sections  Nos.  1,  2,  3,  4  and  6.) 

Plans  and  profiles  will  be  ready  for  inspection 
one  w«ek  previous  to  the  letting. 

This  line  is  located  through  a  remarkably 
healthy  region  of  country.  The  work  to  be  let 
embraces  a  tunnel  through  solid  rock,  heavy 
earth  and  rock  cuttings,  and  various  descriptions 
of  masonry.    Payments  monthly  in  cash. 

Further  information  may  be  obtained  on  appli- 
cation to  either  of  the  undersigned,  or  to  the  En- 
gineers at  the  office  of  the  St.  Louis  and  Iron 
Mountain  Railroad  Company  in  St.  Louis. 

WM.M.  WATTS, 
-'"^   -  Carlisle,  Pennsylvania. 

".^>:,i^.^;  ./-'l-..  ^CHAS.  N.  WATTS, 
•        7/  St.  Louis,  Missouri, 

V  *;  W.  MILNOR  ROBERTS. 

Pittsburgh,  Pennsylv. 
St.  Louis,  March  2,  1854. 


Knox  Sl  Slialn, 

XAKvrACTTntuw  or 

LEVELS,  TRANSITS  AMD  SURVEYING 

COMPASSES. 

No  72  Dock  St.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 
First  Premium  awarded  by  the  Franklin  Institute. 

important  to  Railway  Co^s. 

AOREAT  improvement  has  recently  l)een  perfactPd  in  the 
manufacture  oT  Dumping  Qravel  Cars  by  which  tbe  coat  la 
materially  lessened  and  tbe  strength  aod  durability  much  in* 
creased. 

We  have  secured  the  right  to  maoulteture  those  improved 
Oars  and  can  supply  them  at  prices  ten  per  c«nt.  lower  than  tbe 
ordinary  kind. 

Orders  directed  to  the  Hamilton  Car  Oa,  Hamilton,  Ohio, 
will  receive  prompt  attentioa 

H.  SAWYER 

(of  the  late  firm  of  SAWYER  4c  IIOBBT), 

Manufacturer  of  Transits  and  LeveliL 

IT^S  rwtaoTed  to  Voioo  ?l«ce  aeut  Wtrburtoo  Av.,  Tonkera, 
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The  Mechanical  Engineering  department  of  I     Cincinnati  is  a  starting  point  at  the  North,  least 


this  paper  will  be  under  the  charge  of  Mr.  Zerah 

COLBURK.  ;^>.-,:  '•'.:-:-^'.^-:,:^^<',  ^-<-   " 
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favorable  to  Charleston.     The  distances  above 
enumerated  are  to  the  sea  at  each  of  these  ports. 

To  Cairo.  To  St.  Louis. 

From  New  York 1,150  1,180 

„     Philadelphia. . .  1 ,005  1 ,035 

„     Baltimore 930  960 

„     Norfolk 1,060  1,080 

„     Charleston....    797  807 

It  will  be  seen  by  the  above  tables,  that  Char- 
leston may  become  the  great  entrepot  for  western 
produce  moving  seaward  by  virtue  of  having  the 
shortest  and  cheapest  line.  - 

The  Blue  Ridge  Railroad  Company  have  ample 
cash  means  to  construct  their  road.  The  follow- 
ing subscriptions  have  been  secured,  although  the 
citizens  of  Charleston,  who  are  so  deeply  interest- 
ed in  the  success  of  the  road  have  not  yet  been 
called  upon  to  subscribe 

Tennessee,  State,  County  and  private  subscrip- 
tion $1,500,000.  City  of  Charleston  Sl,049,000. 
State  of  South  Carolina  $1,250,000.  Private  sub- 
scription in  the  SUte  $200,000.  Total  $3,999,000. 
This  road  will  ultimately  be  continued  to  Aiken, 
S.  C,  where  it  will  intersect  with  the  South  Caro- 
lina Railroad  forming  nearly  a  diect  line  from 
Cincinnati,  0.,  Louisville,  Ky.,  and  Knoxville, 
Tenn.,  to  Charleston.  From  Clayton  (3eo,  a  point 
on  the  Blue  Ridge  Road,  a  line  is  projected  to 


Blue  KMce  Kallroad. 

Pendleton,  S.  C,  March.  ^Isl,  1824. 
Editor  R.  R.  Journal. 

It  may  be  interesting  to  your  readers  to  know  I  Atlanta,  where  it  will  intersect  with  the  Mont 
something  in  reference  to  the  Blue  Ridge  Railroad  gomery  and  La  Grange  Raih-oad,  forming  nearly  a 
of  South  Carolina.     It  commences  at  A?Kf«rsom, 'direct  line  from  Cincinnati,  and  Louisville,  to  Mo- 


S.  C,  where  it  intersects  the  Columbia  and  Green- 
ville Railroad  (leading  to  Charleston^  and  termi- 
nates at  Knoxville,  Tenn.     The  line  of  road  leads 

"through  a  country  unsurpassed  for  agricultural 
and  mineral  wealth,  and  opens  to  the  ocean  an 
outlet  for  a  rich  though  land-locked  country.  It 
opens  a  new  outlet  for  the  mighty  West,  and  de- 

•Telopes  a  section  of  country  of  great  fertility  and 

■^richness.  The  following  table  of  distances  indicate, 
in  a  measure,  the  relative  importance  of  this  road 
to  the  West,  in  affording  itan  Atlantic  outlet  for  its 

^produce. 

Prom  Cincinnati  to  New  York      800  miles. 
„  Philadelphia  766 
„  Baltimore       740 
„  Richmond  and 
Norfolk       735 


II 

n 


» 
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Charleston     644 
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The  Economy  of  Railroads,  aa  AlTeetad  by 
the  Adaptatiou  of  Xjocomotlve  Poorer— 
Addressed  to  the  Railroad  Interests  of 
Kcw  England. 

BY    ZERAH    COLBURN, 

~      Mechanical   Engineer.  . 

Introduction. 
Aa  a  mechanical  expedient,  railroads]were  adop- 
ted to  reduce  the  power  required  for  locomotion. 
If  they  could  be  worked  without  any  power,  the 
cost  of  transportation  would  be  no  more  than 
would  pay  the  interest  on  the  pennauent  invest- 
ment, and  the  cost  of  attendance.  The  permanent 
investment,  or  first  cost  of  a  railroad,  is  often 
made  very  great  to  enable  it  to  be  operated  with 
a  moderate  expenditure  of  power,  and  this  policy 
of  construction  is  sometimes  adopted  where  prior 
investments  have  been  made  with  less  rcforence 
to  the  economy  of  power. 

LHad  the  original  roads^been  built,  both  in  align- 
ent  and  in  grade,  on  air  lines,  there  could  be  uo 
xcuse     for      competing     roads.      As   the  case 
istands,  however,  many  important  roads,  built  at 
reat  cost,  are  threatened  with  competition.     The 
pretext  for  competition,  is,  that  tlie  original  road 
(does  not  accommodate  the  business ;  being  inca- 
jpacitated  either  by  sinuous  route,  and  consequent- 
ly, increased  distance ;  or  by  severe  undolat^cMis, 
Involving  an  unproductive  expenditure  of  power. 
Before  such  considerations  should  operate  a- 
ainst  a  road  already  built,  such  road  should  pos- 
ess  the  best  application  of  power,  such  as  would 
vercome  its  natural  obstacles  in  the  cheapest 
jmanner. 

The  object  of  the  present  essay  is  to  make  a 
icomparison  between  the  different  systems  of  mo- 
tive power,  in  use  on  New  England  and  on  other 
jrailroads ;  to  exhibit  the  principles  which  govern 
jthe  economical  application  of  power,  and  to  sug- 
jgest  means,  which,  without  change  of  route  or 
^lazard  of  income,  will  en  able  the  leading  New 
(England  roads  to  reduce,  very  ranch,  th«  coat  of 
Ithe  principal  branch  of  their  transiKtrtation. 

The  author  is  well  aware  that  the  strongest 
prejudices  exist  against  any  important  change  in 
ibe   working  machinery  of  New   England  roads; 


bile.  New  Orleans  and  the  Gulf  Ports.  New  York 
will  be  vastly  benefitted  by  this  connection  as  it 
will  afford  it  the  most  direct  line  to  Mobile,  New 
Orleans  and  Southern  Cities,  via  Richmond,  Va., 
Salisbury,  N.  C,  Chesterville,  Newberry,  Anderson, 
S.  C,  Clayton  and  Atlantic  Geo. 

The  vast  importance  of  the  Blue  Ridge  Rail 
road,  as  a  connecting  link,  and  as  a  means  of  de- 
velopement  of  the  immense  wealth  of  the  south 
ern  and  western  country,  may  be  readily  inferred 
by  consulting  its  locality.   Every  branch  of  south- 
ern and  western  trade  will  be  augmented,  internal 
improvements  will  receive  a  great  impetus,   and 
Charleston,   now  deprived  of  the  commerce  to 
which  her  locality  entitles  her,  will  become  the  tbut  while  he  will  endeavor  to  disarm  prejudice  by 
great  depot  for  southern  and  western  trade.  |ar^u?nc7i<,  he  will  feel  bound  to  accord  proper  re- 

A.  E.     Ispect  to  the  experience  of  New  England  Mana- 
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gers.  Massachuaetts,  eapecially,  has  been  fore- 
most Id  the  iotroductioa  and  extenaion  of  railroads, 
and  at  the  present  moment,  by  participation  or 
example,  controls  a  large  share  of  railroad  opera- 
tions throughout  the  country.  But  while  this  ex- 
perience will  receive  due  respect,  its  character 
will  be  analysed,  and  a  proper  distinction  made 
between  that  of  a  mercantile  and  othf  r  of  an  en- 
gimeering  nature  In  the  mechanical  engiikeering 
of  railroads,  especially  the  admissions  •{  those, 
who,  by  position,  should  control  that  department, 
exhibit  a  singular  disregard  of  its  importance. 
They  have  practically  assumed  that  the  railroad 
system  was  perfected,  and  nearly  cotemporary  with 
its  introduction. 

This  assumption  has  necessarily  prevented  de- 
velopment, while,  in  the  meantime,  other  channels, 
offering  better  facilities,  have  drawn  away  the  im- 
mense foreign  business,  for  whose  control  many  of 
the  New  England  roads  have  been  built. 

The  object  of  New  England  capitalists,  to  par- 
ticipate in  the  western  trade,  is  indicated  in  the 
active  competition  wliich  has  prevailed  in  the 
construction  and  management  of  the  worlds  al- 
ready built,  and  in  the  appearance  of  a  new  pro- 
ject, involving  great  cost,  and  an  engineering  un- 
dertaking of  doubtful  character,  to  accomplish 
the  end  set  forth. 

To  develope  the  capacity  of  existing  roads  i<3  a 
very  interesting  problem,  and  its  achievement  will 
reduce  the  cost  of  movement,  thereby  leaving  the 
door  open  for  low  fares,  the  surest  preventative  of 
competition.  Beyond  the  direct  advantages  thus 
sscured  to  raikoads,  new  facilities  and  encourage- 
ments would  be  given  to  trade,  perhaps  sufficient 
to  engage  the  attention  of  the  commercial  inter- 
ests, for  whose  advancement  the  railroad  system 
of  New  England  has  assumed  so  complicated  and 
expensive  a  character. 

.     -,    '  OBJECTS    AND    RESCLTS    OP    RAILROADS. 

There  is  often  more  difficulty  in  showing  the  need 
of  an  bnprovement  than  in  eflecting  it.  In  cases 
where  the  means  of  improvement  rest  upon  a 
known  basis  of  action  this  is  indeed  very  generally 
the  case.  Men  who  have  perscveringly  cherished 
brilliant  schemes  of  usefulness  have  often  failed 
to  execute  them,  not  from  any  inherent  difficulty 
in  the  proposed  means,  but  that  they  were  not  ap- 
preciated. The  reason  is  simply  that  the  popular 
mind  can  easier  appreciate  results  than  processes. 
This  is  so  universally  the  case  that  but  few  of  the 
great  inventions  which  have  marked  the  present 
age  would  have  probably  been  in  use  had  not  the 
inventors  themselves  worked  out  and  realized  their 
own  ideas. 

In  a  case,  therefore,  where  a  person  without 
(fofessional  reputation  or  monied  influencr,  hav- 
ing never  been  known  in  connection  with  the  con- 
struction, management  or  ownership  of  railroads, 
comes  forward  with  a  system  for  working  them 
with  greater  economy  than  at  present,  it  will  re- 
quire a  strong  argument  on  his  part  to  "make  out 
a  case"  of  the  neces.sit/,  even,  of  improvement. 
. .  I  shall  endeavor,  nevertheless,  to  show  that  the 
railroad  interests  of  New  England  sustain  large 
and  constant  losses  owing  to  an  imperfect  adapta- 
tion of  locomotive  power.  I  shall  endeavor  to  ac- 
oooQt,  from  this  fact,  for  the  want  of  success  of 
some  of  those  roads,   in  doing  any  other  than  a 


to  her  railroad  connections  with  the  West, — a  feel- 
ing which  is  only  that  of  dissatisfaction  with  the 
results  afforded  under  the  present  system. 

The  object  of  an  investment  is  a  return.  This 
may  be  either  direct  or  indirec. ;  direct  in  the 
form  of  a  dividend,  and  indirect  when  the  result 
is  the  improvement  of  real  estate ,  or  access  to 
market  for  such  commodities  as  would  not  other- 
wise pay  a  profit  after  transportation.  The  par- 
ties making  the  investment,  however,  are  not  the 
only  ones  in  interest.  All  who  Aimish  or  receive 
the  increased  trade,  or  who  participate  in  any 
way  in  any  of  the  benefits  conferred  ;  or  those  who 
by  their  position  feel  entitled  to  receive  benefit 
i,herefrom,  are  also  interested  in  the  result.  The 
interest  of  the  proprietors  of  a  railway  is  high 
dividends,  while  of  mo.?t  others  it  is  low  faros. 
To  harmonize  these  interests  is  a  problem  both  in 
the  construction  and  management  of  roads,  re 
quiring  probably  more  skill  in  the  latter  respect 
than  in  the  former.  Where  th?  i»roprietor's  inter- 
ests arc  made  paramount  to  those  of  the  public, 
the  latter  have  a  resource  in  the  construction  of 
competing  works. 

The  early  history  of  railroads  has  been  general- 
ly prosperous.  This  fact  has  tended  to  avert  re 
flection  on  the  hazards  of  railway  investments,  and 
to  supply  capital  faster  than  it  could  attract  bu 
siness.  The  results  of  overdoing  arc  competition, 
division  of  profits,  increase  of  tolls,  and  eventual- 
ly a  loss  of  capital.  Many  roads  ij^Jfew  England, 
by  their  present  position,  are  immediate  illustra- 
tions of  these  results. 

Railroads  may  be  unprofitable  from  two  causes. 
First,  from  a  disproportion  between  the  movement 
to  be  accommodated,  and  the  permanent  invest- 
ment made  for  its  accommodation  ;  and  second,  a 
disproportion  between  the  cost  and  the  charge  of 
movement. 

If  a  railro.id  under  prudent  management  fails 
to  pay  a  fair  profit  after  any  considerable  period 
of  operation,  the  cost  has  clearly  been  too  greati 
and  if  no  part  of  it  could  have  been  saved  it 
must,  as  an  independent  investment,  have  been 
premature  and  perhaps  unwarranted  altogether. 

In  cases,  where  the  first  named  disproportion 
exists  the  second  is  almost  sure  to  follow.  If  the 
annual  gross  earnings  fall  short  of  an  ascertained 
per  ceutago  on  the  original  cost  of  the  work,  then 
the  operating  expenses  will  be  disproportionate  to 
the  whole  receipts,  thereby  subjecting  the  capital 
expended  to  a  double  loss.  This  result  follows  by 
reason  of  the  constant  expenditure  for  taxes ;  for 
repairing  the  natural  decay  of  certain  portions  of 
tho  work  and  of  the  equipment ;  for  a  consider 
able  portion  of  repairs  of  track  and  machinery 
due  to  running  the  engines  and  a  portion  of  each 
train ;  for  salaries ;  for  a  considerable  portion  of 
train  expenses,  and  for  other  unavoidable  charges 
which  are  independent,  or  nearly  so,  of  the  amount 
of  business  done,    . jt-r: 

The  disproportion  between  movement  and  in- 
vestment may  come  from  too  small  a  movement 
compared  with  the  road,  or  from  too  many  roads 
compared  with  the  movement. 

The  second  disproportion  named,  that  existing 
between  the  cost  and  the  charge  of  transportation, 
may  come  from  doing  the  business  at  less  than 
fair  prices,  either  to  sustain  competition  or  to  en- 


local  business  ;  and  shall  notice  the  unsettled  state  courage  the  movement  over  the  road.    Or,  it  may 
of  the  public  mind  in  Massachusetts  with  reference  I  come,  with  fair  charges,  from  an  extravagant  ap- 


plication of  power,    or  from    any  other  w.-tstefnl 
system  of  expenditure. 

It  is  from  these  reasons  that  railroads  built 
where  not  needed  are  worked  under  a  double  dis- 
advantage ;  as  their  expenses  per  ton  or  per  pas- 
senger are  greater  from  the  causes  named,  while 
an  inducement  exists  to  put  the  charges  below  or- 
dinary paying  rates  in  order  to  attract  a  busines'?  , 

Railroads  are  often  projected,  and  frequently 
built,  where  no  business  exists  proportionate  to 
the  investment ;  a  prospective  business  being  re- 
lied on.  But  such  business,  beyond  a  certain  ex- 
tent, involves  an  increased  investment.  The 
principal  Massachusetts  railroads  have  increased 
their  cost  largely  by  outlays  for  increased  busi- 
ness. Where  the  increa.so  of  business  has  exceed- 
ed that  of  the  construction  account,  the  equi- 
librium of  profit  has  been  maintained  by  reduced 
charges,  a  result  often  made  necessary  through 
cempetition. 

The  tendency  of  railfoad  o|>erations  is  to  place 
these  works  on  a  level  with  other  kinds  of  pro- 
perty. As  the  conditions  involved  in  their  con- 
struction and  operation  become  known,  money 
will  not  often  be  hazarded  upon  them,  and  sucii 
roads  only  as  are  needed  will  be  built.  Beyond 
a  certain  point,  railroads,  like  other  investments 
carried  to  a  similar  extent,  cease  to  confer  real 
benefits.  The  best  and  surest  roada  are  those  in 
new  countries,  where  all  existing  business  can  bo 
controlled,  and  where  the  roads  become  instru- 
mental in  developing  new  business.  The  poorest 
investments  of  this  kind  are  in  occupied  districts, 
where  competition  has  already  reduced  the  profits, 
and  a  new  work  becomes  a  new  competitor. 

Admitting  these  conditions  as  sound,  a  par  rail- 
road investment  in  New  England  should  earn  from 
12  to  15  per  cent,  gross,  annually ;  about  one- 
half  of  trhich  should  go  to  expenses.  Experience 
furnishes  aid  in  establishing  fares  and  tariffs  so  as 
at  the  same  time  to  attract  business  and  to  make 
it  productive,  while  good  management  keeps  down 
the  expenses  to  a  standard  of  about  one-half. 
This  standard  of  operating  expenses,  however,  so 
oflen  appealed  to  as  necessary,  depends  upon  the 
circumstance  of  the  cost  of  operating,  and  tho  in- 
terest on  the  whole  cost  of  a  road  being  about 
the  same.  Any  amount  of  gross  earnings,  which 
will  more  than  pay  the  expense  of  operating  and 
tlie  conuuon  rate  of  interest  on  the  property,  cau 
only  be  regularly  maintained  by  the  aid  of  adven- 
titious circumstances,  or  by  legislatife  protection 
To  preserve  this  result  under  ordinary  circumstan- 
ces, is,  however,  a  delicate  test  of  good  manage- 
ment; and,  if  for  long  periods,  of  a  general  heal- 
thy sentiment  in  regard  to  railroads. 

THE     ABOVE    GENERAL    CONSIDERATIONS    AS    APPLIB" 
TO   MASSACHUSETTS    RAILROADS. 

In  designating  the  situation  of  railroads,  those 
which  owe  their  projection  and  construction  prin- 
cipally to  Massachusetts  capital  and  influence, 
and  those  whose  objects  are  based  upon  the  com- 
mercial and  manufacturing  movements  within 
that  State,  will  be  inelnded  in  the  general  title  of 
Massachusetts  railroads. 

This  State  presents  the  most  elaborate  and  com- 
plicated railroad  system  to  be  found  in  this  coun- 
try, and  by  capital  and  connection,  has  organized 
and  controlled  the  railroad  interest  in  several 
other  States. 

These  roads  have  bees  principally  made  to  se- 


AMERICAN    RAILROAD    JOURNAt* 


i9» 


* 


cure  two  objects,  viz ;  tlie  developcment  and  ac- 
commodation of  local  traffic,  and  the  participa- 
tion in  a  foreign  trade.  The  first  was  the  primary 
object  of  the  earlier  roads.  The  coincidence  of  a 
portion  of  these  lines  with  the  direction  of  mo'.«3- 
luent  of  the  foreign  business,  caused  their  ultimate 
extension  by  other  lines,  having  both  of  the 
above  objects. 

Many  of  these  roads,  the  earlier  ones  especial- 
ly, have  passed  through  three  different  and  dis- 
tinctive periods  of  existence.  The  first  was  when> 
in  their  early  operation,  they  had  not  yet  secured 
a  profitable  business ;  when  doubts  of  their  value 
as  Investments,  or  of  their  capacity  as  channels  of 
communication,  were  entertained.  The  Lowell 
road  was  built,  principally,  upon  the  encourage- 
ment of  proprietors  of  land  and  water  power,  re- 
quiring for  their  productions,  an  access  to  market 
The  net  income  of  this  road  was  once  estimated, 
upon  the  best  means  of  information,  at  about  one- 
sixth  of  what  it  has  actually  amounted  to  in  later 
years. 

The  Concord  Railroad,  a  link  in  the  northern 
extension  of  the  Boston  and  Lowell,  was  not  for  a 
long  time  commenced,  even  with  the  offer  of  a 
liberal  bonus  from  proprietors  of  land  and  water 
power,  lying  upon  its  line. ,    • .      • -•  ■  -'    .. 

The  Boston  and  Worcester  road,  In  Its  early 
history,  was  proposed  to  be  leased  at  an  annual 
rent  of  $16,000.  The  interest  on  its  present  cost 
would  be  nearly  twenty  times  this  sum. 

The  Western,  Nashua  and  Lowell,  and  New 
Bedford  roads,  were  only  finished  upon  the 
titrength  derived  from  State  aid. 

The  second  period  of  existence  was  one  of  sig- 
nal success.  Many  of  the  roads,  having  created  a 
large  business,  and  enjoying  a  temporary  monopo- 
ly thereof,  paid  dividends  beyond  all  previous  ex- 
pectation. Where  Boston  and  Worcester  stock 
had  been  at  65  per  cent.,  by  the  commence- 
ment of  the  year  1846,  it  stood  at  114.  Boston 
and  Maine,  once  at  50,  sold  at  the  same  time  at 
HI.  Boston  and  Lowell,  once  at  82,  had  risen, 
in  1844,  to  128.  So  of  other  roads ;  Boston  and 
Providence  sold,  in  1846,  at  111;  Fitchburg,  at 
120;  Concord,  at  134>^,  and  other  railroad  stocks 
at  liberal  premiums. 

At  the  same  time,  while  established  roads  were 
enjoying  an  enviable  prosperity,  other  works  of 
the  same  kind,  then  Incompleted  but  promising  to 
be  of  equal  importance,  were  struggling  against 
doubt  and  diflSculty.  The  Western  Railroad 
stock,  once  at  40  per  cent.,  had  risen,  in  1846,  to 
but  86  per  cent.,  although  since  that  time,  while 
other  railway  property  has  depreciated,  it  has 
risen  to  above  par,  at  but  little  below  which  stand- 
ard it  now  remains. 

The  third,  and  present,  stage  of  railway  proper- 
ty in  Massachusetts,  is  generally  less  profitable 
than  it  was  in  the  intermediate  stage  of  general 
success.  Competition,  both  within  and  without 
the  State,  has  divided  the  former  busine.«is ; 
while  the  natural  increase  of  li>cal  business  aris- 
iQg  on  each  lino,  has  required  generally  a  propor- 
tionate increase  of  the  permanent  investment  for 
Its  accommodation.  The  increase  of  business,  so 
rapid  for  a  considerable  length  of  time,  did  not, 
at  once,  Involve  its  corresponding  exi>en3e.  ThU 
fact  was  the  result  of  the  use  of  all  of  the  original 
structures  and  equipments  of  these  roads,  and  of 
tbe  operation  of  the  roads  with  a  nmaber  of  trains 


los.s,  in  proportion  to  the  business,  than  formerly. 
As  time  showed  the  original  establishment  to  be 
Insufficient,  Increased  cost,  both  for  construction 
and  operation,  was  incurred. 

From  the  first,  the  projectors  of  these  roads 
aimed  at  a  return,  direct  in  its  nature  and  as  sub- 
stantial as  would  be  expected  from  any  legitimate 
business,  not  involvad  in  unusual  harard.  The 
public,  generally,  expected  extraordinary  returns. 
This  expectation,  after  a  certain  period  in  the  ope- 
ration of  railroads,  became  realized,  and  the  cer- 
tainty of  similar  and  continuous  results,  became  a 
popular  sentiment ;  entertained  as  well  by  those 
who  had  only  a  general  interest,  as  by  others,  who 
by  investment,  had  a  particular  concern  in  its  cor- 
rectness. There  were  many  men  who  look  rail- 
road stock  to  secure  the  construction  of  works 
likely  to  benefit  their  property ;  there  were  others, 
of  ample  resources,  and  of  prominent  public  influ- 
ence, who  became  identified  with  the  system  to 
aid  in  a  public  benefit,  and  especially  to  promote 
the  prosi)erity  of  Boston,  with  which  much  of  the 
general  welfare  of  New  England  is  connected. 
There  were  those,  also,  who,  looked  upon  as  lead- 
ing  men,  took  stock  to  inspire  the  confidence  of 
others. 

The  new  facilities  afforded  for  the  exchange  of 
natural  products,  brought  land,  before  unoccupied, 
into  market,  and  attracted  labor  to  make  It  pro- 
ductive. Investments  followed  in  general  busi- 
ness operations,  in  farming,  lumbering,  quarrying^ 
brick  making,  tanning,  and  in  other  channels  of 
Industry.  Manufactures,  induced  by  the  cheap- 
ness of  transit  of  their  raw  material  and  finished 
productions,  sought  water  power,  cheap  food,  fuel 
and  labor,  in  places  comparatively  remote.  There 
was  a  wide  and  deep  seated  interest  in  railroads, 
extending,  as  must  all  the  results  of  public  con- 
veniences, far  beyond  their  immediate  ownership. 

To  harmonize  the  interests  of  those  who  suppli- 
ed and  those  who  used  the  railroad  facilities,  was 
the  problem  which  presented  itself  to  the  mana- 
gers of  the  New  England,  as  well  as  to  any  other 
system  of  roads.  "Extraordinary  dividends" 
were  to  harmoni/e  with  "  cxtraorainary  facilities," 
and  the  result,  of  course,  had  to  be  a  compromise 
between  the  two.  It  was  the  belief  that  both 
could  be  greatly  increased  that  led  to  the  great 
expansion  of  the  !>ystem. 

The  results  of  the  operations  of  this  .system  have 
generally  fell  short  of  the  early  expectations.  The 
roads  within  Massachusetts  are  earning,  upon  an 
average,  hardly  the  Interest  upon  their  cost.  And 
the  extension  of  the  system  into  New  Hampshire 
and  Vermont  has  been  generally  unprofitable,  up 
to  the  present  time. 

The  principal  reason  why  railroads  in  the  agri- 
cultural districts  of  New  England  have  proved 
unproductive,  when  not  sustained  by  ample  busi- 
slness  from  connecting  roads.  Is  the  great  dispro- 
portion between  the  penuanent  investment  and 
the  movement  of  persons  and  property  who  avail 
of  its  accommodations.  Tliis  disproportion  has 
been  the  more  strongly  defined  from  the  greater 
cost  of  many  of  the  items  of  the  construction  of 
these  roads,  as  compared  with  others  nearer  Bos 
ton,  and  built  upon  easier  ground.  In  the  item  of 
graduation,  masonry  and  bridging,  this  di8propor> 
tiOQ  is  enhanced  against  the  interior  roads.  The 
following  statement,  comprising  roads  of  each 
class,  exhibits  this  fact : 


(^st. 


per    mile,    of    Oradvalion,    Masoin-y    a7i<! 
Bridging. 

doston  &  Lowell,  28  miles,  double  track 

Ejoston  &•  Maine,  83 

Boston  &  W«r»:»t.  69 

Western,  156 

Futchburg,  66 

CSieshire,  54 

\1ermoBt  &.  Mass,  77 


3 


Single 


S15,166 

16,000 

14,617 

29,434 

13,658 

28,226 

21,666 

The  two  single  U-ack  roads,  costing  more  per 

niile  than  any  of  the  other  roads  named,  except- 

Iig  the  Western,  are  the  most  unproductive  of  the 

nhole. 

The  disproportion  referred  to  mu»l  always  fall 
h;avlest  on  interior  roads  First,  because  the 
population  and  surplus  products  upon  their  routes 
are  comparatively  sparse;  and  second,  because  of 
tleir  increased  distance  from  the  common  market, 
tley  cannot  so  well  afford  the  charge  for  trans- 
l>^italiou.  The  average  of  individual  wealth  is 
Icwer  than  In  the  neighborhood  of  cities,  and  so  is 
also  the  average  value  of  the  tonnage  of  surplus 
products.  From  the  fact,  too,  that  by  the  com- 
pkratively  greater  cost  and  diminished  business 
of  these  roads,  their  passenger  fares  and  freight 
t^lls  are  also  at  a  higher  rate  per  mile,  the  movc- 
nient  is  retarded  in  an  increased  proportion. 

If  efficient  railroads  could  be  built  and  opeuted 
at  a  cost  corresponding  with  the  business  which 
tliey  are  destined  to  accommodate,  the  system 
ciuld  be  widely  extended.  Were  this  principle 
developed  to  an  extreme,  remaining  exact  in  sucL 
ai|  application,  a  railroad  could  be  built  to  ei-ery 
m^n's  door.  As  jt  is,  however,  a  large  proportion 
of}  the  expenses  of  the  construction  and  oi>cratton 
off  railroads,  are  in  a  measure  independent  of  the 
biksiuess  to  be  accommodated. 

It  seems  to  be  well  settled  that  no  railroad  can 
b^  built  and  put  in  working  condition,  in  New 
Ebgland.  for  less  than  $26,000  per  mile,  while  the 
average  is  much  higher,  probably  above  $45,000. 
T6  support  this  cost,  with  that  of  operating,  every 
mile  must  furnish  a  business  yielding  a  gross  fare 
of|  at  least  $6,000  per  annum.  The  movement, 
through  a  town  six  miles  wide,  must  pay  $36,000 
a  ^-ear;  or,  upon  a  general  average,  the  road  ma.Hl 
become  unprofitable. 

iRailroads,  therefore,  require  a  concentration  of 
papulation  and  business  for  their  8upi»ort,  and  if 
a  business,  paying  double  the  interest  on  the  cost 
of  the  road,  docs  not  exist,  nor  cannot  ex'st,  upon 
th!!  line  o(  any  road,  such  road  must  be  worked 
at  a  loss. 

These  general  considerations  are  given  merely 
to!  account  for  the  results  developed  in  the  opera- 
ti(in  of  railroads  In  New  England,  and  to  show 
he  w  entirely  independent  is  the  hiovemcnt  from 
th  ^  management.  The  exigency  of  a  railroad 
m  ist  depend  upon  the  amount  of  business  to  b« 
done;  the  profit  depends  upon  this  issue  and  also 
up  on  the  cost  of  doing  the  work. 

The  question  of  the  exigency  of  a  load  is  of 
more  importance  in  its  results  than  that  of  the 
CO  >t  o*"  wtfrking,  since  the  amount  of  business  done 
afl  iCts  the  cost  of  operation. 

The  following  table  exhibits  the  cost  of  some 
of  the  leading  roads  in  Massachusetts,  together 
wi:h  the  movement  thereon  during  the  official 
yeir  of  each,  ending  (with  the  diflferent  com- 
pa  lies)  at  difl^rent  times  in  the  year  1868. 

I  P  designates  passengers  and  F  tons  of  freight 
mqved.  i 
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Name  of  Boad. 


Length 

without        Total 
branches.     Length. 


Cost. 


Cost 

per 

Mile. 


Miles. 
Western.. 166 


Boston  and  Worcester 46 


Boston  and  Lowell 2C 


Boston  and  Maine 74 


Boston  and  Providence 44 


Fitchburg.. 51 


Miles. 
156 


69 


S9,953,269      $63,803 


4,860,765        70,301 


Movement 
Movement  for  each  mile 
one  mile  for      of  total 
year  1863.         length. 

P.  27,488,944     P.  176,211 
F.  28,163,664     F.  180,471 


Movement 

each  mile 

from  other 

roads. 

106,708 
134,190 


Movement 
each  mile 
from  own 

road. 

(Local.) 

69,603 

46,281 


Movemeut 
per  $1,000  of 
cost,  per  mile. 

P.  2,762 
F.  2,829 


66,642,498    366,682 


240,898 


116,784 


P.  24,700,612  P.  367,978 
F.  11,677,498  F.  167,790 


186,094  \         divided 
186,968  \     on  45  miles. 


36,278,010    626,768 


28   2,044,636   7.1,019 


83   4,111,346   49,634 


56    3,676,041    6:^,868 


P.  9,576,208  P.  842,007 
F.  7,642,674  F.  269,877 


17,118,782    611,384 


P.  27,426,686  P.  830,442 
F.  8,066,170  F.  97,183 


36,492,866    427,626 


P.  11,160,038  P.  200,000 
F.  4,712,764  F.  84,166 


16,862,792    284,166 


68 


3,716,870        64,660 


P.  17,314,200     P.  264,621 
F.  12,180,140     F.  179,120 


29,494,346  433,741 


Eastern 


38 


Cheshire 64 


Vermont  and  Massachusetts 69 


68        3,120,892       63,800 


64        3,076,195        56,948 


77        3,466,314        44,897 


P.  14,710,681     P.  263,631 
F.    2,774,307      F.    47,833 


17,484,888  301,464 


P.    4,492,813     P.    83,200 
F.    8,748,987     F.  162,018 


13,241,800  246,218 


P.    2,801,939     P.    36,388 
F.    2,138,869     F.    27,777 


Connecticut  River , 


60 


FaURiver 42 


62 

l«ase  23 

re 

42 


1,802,246        34,659 


1,060,000        26,000 


4,940.808 

P.    4,361,426 
F.    2,368,864 

6,780,290 


64,166 

p.    68,162 
F.    31 


373,062 

71,180 
160,797 

221,977 

129,861 
34,416 

164,266 

90,000 
23,938 

118,938 

98,704 
119,477 

218,181 

.  85,688 
16,650 

62,238 

68,484 
141,695 

210.029 

21,670 
24,060 

46,620 


270,827 
118,680 

389,407 

200,691 
62,768 

263,369 

110,000 
60,218 

170,218 

166,917 
59,643 

215,660' 

218,043 
31,183 

249,226 

14,76d 
20,423 

36,189 

14,818 
3,727 

18,646 


6,591 

P.  6,092 
F.  2,38G 

7,478 

P.  4,686 
F.  3,690 


'    8,875 

P.  6,676 
F.  1,963 

8,638 


P.  3,136 
F.  1,319 

4,454 

P.  4,663 
F.  3,281 

7,944 

P.  4,714 
F.     889 

6,603 


«*;!■ 


P.  1,462 
F.  2,848 

4,310 

P.    -810 
F.     619 


89,737 


I  ^9n  ) 


The  whole 
divided         movement  prob- 
upon  75  miles,   ably  126,000  for 
each  mile  of 


P.    7,453,708     P.  117,470 
F.    2,818,595     F.    67,109 


■        10,272,308  244,679 

The  following  roads  may  be  taken  in  ooropariMD  with  the  foregoing. 
■        .  ToUl 


164,637 
68,110 

222,647 


main  road. 
12,933 
8,999 


21,932 


1,429 

P.  1,676 
F.     911 

2,587 

p.  4,698 
F.  2,684 

7.38? 


Name  of  Road. 
New  York  and  Brie 469 


ToUl  length 
in  miles. 


Cost  up  to 

the  end  of 

1863. 


Cost 

per 

mile. 


$31,222,834         $66,670 


movement 

^ ",     ope  i;aile 
for  year 
-    '    1868. 

Pass.    98,432,361 
Frt.     101,626,622 


Baltimore  and  Ohio 3dO 

'    (Main  stem  only)  opened  throughout  dur- 
:    ing  the  year.  ^  .  .     ', 

All  New  York  Railroads 2,432 


20,708,028 


64,496 


.  ..       200,068,883 

Pass.  17,336,672 
Frt.  29,791,468 
Coal.    61,724,761 


Movement  for 

each  mile  of 

total  length. 

Pass.  209,877 
Frt.     216,687 

426,664 

Pass.  46,623 
Frt.  78,399 
Coal.  136,118 


117,707,621 


48,400 


98,862,796 

Pass.  631,672,298 
Frt.     246,664,492 


260,J40 


Pass.  218,674 
Frt.     101,880 


The  Reading  Railroad  had  242)^  miles  of  slngleiwere  carried  one  mile.  Allowing  one-half  of  this 
track  at  the  close  of  1862.  Its  nominal  length  is  amount  for  weight  aS  cars,  (probably  a  little  more 
96  miles.  Cost  $17,141,987  or  $180,442  per  mile.'than  one-half)  we  have  186,262,899  tons  and  pas- 
During  the  year  1863,  370,626,798  tons  of  pas-sengers  one  mile,  or  1,960,136  for  each  mile 
sengen,  general  ft-eight  and  coal,  including  cars,  of  the  road. 


778,126,790 


Movement  per 

$1000  of  cost 

per  mile. 

Pass.  3,151 
Frt.     3,264 

6,406 

Pass.  837 
Frt.  1,488 
Coal.  2,497 

4.772 

Pass.  4,616 
Frt.    2,095 

6.611 


S19,964 
The  "movement  per  $1000  of  cost  per  mile," 
is  the  real  test  of  the  productiveness  of  railroad 
stocks.  Yet  this  depends  upon  the  nature  of  the 
movement,  whether  it  be  of  property  or  persons: 
whether  it  be  that  of  suburban  residents,  through 
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travellers,  valuable  freights,  agricultural  pro- 
ducts, coal,  or  other  assessable  niateiial.  It  is 
evident  that  these  different  sources  of  iacome  are 
profitable  in  diflFerent  degrees.  Some  travel,  as 
well  as  some  fireight,  will  not  bear  high  charges, 
BO  that  the  character  of  the  movement  upon  a 
railroad  must  always  be  regarded  in  any  estima- 
tion of  revenue. 

It  may  be  said  that  the  kind  of  freights  carried 
on  New  England  roads  pays  higher  per  ton  than 
the  single  passenger  for  the  same  distance.  While 
of  the  passenger  business,  those  roads  which  enter 
the  city  of  Boston  generally  have  a  large  propor- 
tion of  commutation  travel  at  low  rates. 

Taking,  however,  the  tonnage  and  travel  upon 
the  New  England  roads  mentioned  in  the  table, 
and  averaging  an  indiscriminate  charge  equal  to 
12  per  cent,  on  the  cost  of  road,  (6  per  cent,  being 
for  operating  and  an  equal  per  cent,  for  dividends,) 
we  shall  have  the  following  result. 


Name  of  Road. 


o<  o 

>o  a- 


.2  «  g 

.S  ffl  a 

S3  O 

214 


Western 5,591 

Boston  and  Worcester  . .  7,478  160 

Boston  and  Lowell 8,375  1-43 

Boston  and  Maine 8,638  1  39 

Boston  and  Providence. 4,454  2.69 

Fitchburg 7,944  151 

Eastern 6,603  214 

Cheshire 4,310  278 

Vermont  and  Mass 1.429  839 

Connecticut  River 2,687  462 

Fall  River 7,382  162 

By  this  scale  of  prices  per  ton  and  per  passen- 
ger -per  mile,  all  of  these  roads,  with  good  manage- 
ment, would  pay  6  per  cent,  dividends,  if  all  of 
tLc'.n  could  retain  their  present  movement.  As  it 
is,  the  paying  roads  get  more  than  their  rates, 
corresi>ondiDg  with  their  movement  in  the  above 
table  ;  the  others  get  less. 

It  will  be  seen  that  the  Boston  and  Maine  should 
charge  the  lowest  fares  ;  the  Boston  and  Lowell 
next :  Fitchburg  next ;  and  Worcester  and  Fall 
River  roads  afterwards.  The  Cheshire  requires 
fares  just  twice  those  of  Boston  and  Maine  ;  the 
Vermont  and  Massachusetts  six  times  as  much. 

It  will  be  seen,  however,  on  looking  iu  the  table 
of  cost  and  movement  for  the  several  roads,  that 
the  larger  part  of  the  movement  upon  the  Western, 
Cheshire,  Vermont  and  Massachusetts  and  Fitch- 
burg roads  is  received  from,  or  given  to  other 
roads.  So  that  although  the  whole  movement  on 
a  portion  of  these  roads  is  large,  but  a  small  part 
is  local.  For  all  other  business,  originating  on  the 
western  side  of  the  Green  Mountain  range,  these 
roads  have  sharp  competitors  in  the  New  York 
railroad  and  water  lines.  The  retention  of  the 
full  amount  of  their  present  foreign  movement 
will  therefore  depend  upon  the  extent  of  their 
competition  in  reducing  charges. 

In  New  York,  railroads  must  earn  13  per  cent, 
gross,  to  pay  an  interest  dividend,  with  the  same 
operating  expenses  as  in  New  England.  Their  abi- 
lity to  operate  for  six  per  cent,  of  cost  of  road 
will  be  discussed  hereafter.  With  the  present 
movement  of  the  Erie  road  the  charge  per  mile 
would  be  203  cents,  earning  13  per  cent,  on  cost. 

The  Baltimore  and  Ohio  road  cannot  be  proper- 
ly inclqded  in  a  comparison  of  the  resolts  of  trans- 


portation with  New  England  roads,  as  it  was  only 
opened  throughout  during  its  last  ofScial  year ; 
its  departments  not  having  had  the  necessary 
time  to  become  fully  organized  ;  its  expenses  in- 
creased by  items  for  which  discrimination  could 
hardly  be  made  between  operating  and  construc- 
tion accounts ;  and  it  being  even  at  the  present! 
time  deficient  in  connections  for  its  growing 
through  business.  Besides  being  without  its  pro-j 
per  connections,  it  has  none  of  the  commutatioa 
travel  of  which  Boston  roads  can  do  so  much  onj 
so  little  capital,  and  its  heavy  freights  are  such  aa 
must  be  transported  for  long  distances,  and  as  willj 
bear  at  the  best  but  low  charges.  Yet  as  I  shal 
refer  in  fre<iuent  cases  to  the  operating  system  o: 
this  road,  I  will  not  shrink  to  put  its  last  year' 
business  in  comparison  with  that  of  eastern  roads. 
This  road,  upon  its  last  year's  business,  would 
have  earned  12  per  cent,  gross,  at  charges  of  \% 
cents  per  ton  per  mile  on  coal,  and  3  6  cents  per 
ton  of  general  freight  and  per  passenger  for  the 
same  distance. 

The  Reading  Road  to  have  earned  12  per  cent, 
gros.s  in  1852,  would  have  charged  1"11  cts.  pci 
ton  and  per  passenger  per  mile. 

The  relation  between  investment  and  movement 
is  so  directly  involved  in  the  subject  of  competing 
roads  that  a  few  words  will  be  devoted  in  their 
consideration. 

The  movement  upon  a  number  of  roads,  all  of 
which  have  been  for  several  years  in  operation, 
has  been  shown.  On  many  of  these  lines  the  move- 
ment is  insufiicicnt  to  pay  interest  and  cost.  Those 
lines  which  have  been  built  to  participate  in 
foreign  business,  the  western  business  especially, 
have  failed  of  that  object,  while  but  few  have 
been  enabled  to  sustain  themselves  on  local  traffic. 
The  Western  Railroad  has  had  the  advantage  of 
several  years  of  oj^ration.  Iu  its  earlier  history 
it  was  an  unprofitable  enterprise,  but  soon  after, 
being  in  advance  of  any  similar  work  built  to  car- 
ry trade  to  New  York  city,  it  received  a  heavy 
accession  of  business  and  afibrded  satbfactory  re- 
turns. In  the  mean  time,  it  had  opportunities  to 
increase  its  local  trade ;  upon  which,  with  its  share 
of  the  through  trav»l  over  the  railroad  line  be 
tween  the  cities  of  New  York  and  Boston,  it  now" 
principally  relies.  Its  western  business,  assailed 
by  competition  from  without  the  State  of  Massa- 
chusetts, has  fallen  off"  to  a  very  great  extent. 


ithe  through  businvss  of  passengers,  both  ways, 
andj  of  freight  going  eastward  for  each  year  sioce 
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184|2  is  given  in  the  company's  reports  as  above. 

4  will  be  seen  that  more  than  one-half  of  the 
ugh  tonnage  eastward  has  been  o(  fiour ;  • 
species  of  freight  which  has  avowedly  been  al-  ' 
wajts  carried,  by  an  established  policy  of  the  com-  -- 
panv,  without  profit.  AddisonGilmore's  doctrine  was 
to  oarry  flour  at  rates  that  wonld  starve  off  the 
coasters,  and  to  make  the  deficiency  good  on 
oth*r  freight,  generally  local. 

Had  not  ttfe  best  portion  of  the  Western  B*il-  ^ 
roaf  been  in  Use  since  1849  for  the  through  travel 
over  the  "  land  route,  '■  its  earnings  would  probab-    - 
ly  njow  show  a  loss,  when  compared  with  those  of    '; 
former  years!  Giving  it  the  most  favorable  view  it    • .' 
cannot  be  said  to  have  accomplished  the  great  ob- 
jecti  for  which  it  was  built 

lience,  if  outside  competition  has   defeated  the 
purpose  of  such  an  enterprise,  what  would  internal 
rivaBry  accomplish  in  addition  1   Suppose  a  road  to 
ha\-^  an  annual   movement  of  persons  and  tons 
numbering  5,000  per  SIOOO  of  ita  cost,  what  would 
be  gained  by  a  competing  line,  of  equal  cost,  if  the    ' 
wh<ile  movement  were  increased  to  9000,  or  even 
if  it'  were  doubled.     The  ^coZ  support  of  such  k    • 
line^  for  instance,  not  being  greater  than  that  of 
thcfVermont  and  Massachusetts  road,  which  tax- 
ng  ihe  through  business  at  the  same  rate,   mUst    : 
receive  six  times  what  its  facilities  are  worth  to 
enaule   it,  in  the   language   of  its  President,  • "  to   . 
ear»  a  living.' 

I  iknow  very  well  what  will  be  said  of  the  "  grades 
andj  curves  "  of  the  Western  railroad,  and  it  will  be 
my  purpose  to  examine  the  effect  of  grades  and 
curtes  generally,  and  to  show  in  what  manner  they    . 
are  Surmounted,   iu  their  worst  aspects,  on  oUier  ..' 
roads  which  receive  but  one  half  the  toll  per  mile  .' 
for  heavy  freight  now  paid  to  the  Western  road.  . 
Thii  cx.amination  will  be  continued  in  nearly  every 
sub(>equcnt  section  of  this  essay. 

lliere  arc  always  temptations  to  competition. 
Local  feelings,  sensitive  to  neglect;  whole  town-  r 
ships  of  unopened  land,  having  perhaps  but  little 
to  ^ve  when  canvassed  ;  commercial  disappoint- 
ment at  "  insufficient  facilities,"  or  perhaps  a 
other  times  the  jealousy  of  neighbor  capitalists, — 
all  lend  to  supply  capital  for  railroads  faster  than 
they  can  attract  business. 

The  Boston  and  Lowell  Railroad  even,  with  iti     - 
capital  of  nearly  two  millions,  raised  up  a  rival  in 
giving  a  single  cause  of  individual  dissatisfaction.  . 
The  people  of  Lowell,  by  the  result,  have  the  com- 
mand of  two  routes  to  Boston,  with  nearly  double 
tbei|- former  number  of  trains,  and  the  introdac-    - 
tioo  l)esides  of  the   new  feature  of  package  tick- 
ets. 

(^  all  railroad  competition  experience  has  shown  ' 
thati  carried  on  iu  thinly  settled  or  unproductive  " 
districts  to  be  the  most  ruinous.  The  causes  am  --. 
obvious ;  .         > ; 

F^wer  patrons  for  the  use  of  the  road ; 

Lower  avcralge  of  individual  wealth  ,  ^ 

Lower  average  value  of  surplus  tonnage ; 

Ii|crca.«ed  distance  to  the  con^mon  market;     ' '^ 

Niecessarily  higher  rates  of  fares  and  toUs  per 
mile; 

Ajbscence  of  commutation  travel . 

Cbmparative  abscence  of  commercial  induce-    . 

merits  to  travel,  and  often  increased  cost  for  con- 

J    . 
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The  difficulty  of  attracting  a  large  through  bu- 
Biness  away  from  a  short,  safe  aud  commodious  wat- 
er route,  flanked  also  by  railroads  of  easy  grades 
and  alignment,  is  another  obstacle,  sufficient  to 
employ  the  energies  of  one  road,  now  worked, 
as  will  be  shown,  far  below  its  capacity ;  without 
employing  a  large  additional  investment  to  diride 
a  lean  business. 

New  Railroads  in  occupied  districts,  labor,  to 
an  extent,  ooder  greater  disadvantages,  apart  from 
competition,  than  did  the  earlier  roads.  The  orig- 
inal roads  were  opened,  many  of  them,  at  a  low 
cost,  and  could  then  command  business  at  high 
rates  of  fare.  With  the  increase  of  business  their 
construction  accounts  have  increased  also,  but  not 
in  equal  ratio,  the  earnings,  which  at  former  rates 
would  have  overpaid  the  interest  on  the  invest- 
ment, having  been  regulated  by  lower  fares.  The 
cost  and  annual  income  of  the  Boston  and  Worces- 
ter road  have  both  been  trebled  since  1840, 
while  the  movement  of  passengers  and  tonnage 
has  increase  nearly  ten  fold.  The  freight  carried 
over  this  route  in  1840  was  32,000  tons.  In  1853 
it  had  reached  309,715  tons.  Hence,  although  the 
money-  value  of  the  investment  is  no  greater  now 
then  in  earlier  times,  its  usefulness  has  been  great- 
ly increased — that  is,  it  affords'accommodation,  in 
proportion  to  its  amount,  to  three  times  its  former 
business. 

The  disadvantage  sustained  by  a  now  road  is 
that  this  proportion  of  usefulness  is  expected 
from  it,  before  it  has  had  time  to  create  its  busi- 
ness. In  cost,  it  must  approach  that  of  first  class 
works  which  have  become  first  class  only  through 
the  greatly  increased  support  they  have  received. 
In  compensation  it  must  be  aflected  by  the  exam- 
ple of  older  roads  which  have  been  enabled  to  do 
a  great  business  at  a  comparatively  low  cost. 

To  b«  continued. 


Sjrraeaie  and  Btngltaintoit  Rallro«d< 

Below  wc  give  a  report  prepared  by  Wm.  11. 
Swift,  Esq.,  Pres't  of  the  Western  Railroad  of 
Massachusetts,  formerly  Pres.  of  the  Philadelphia, 
Wilmington  and  Baltimore  Railroad,   in  reference 
to  the  business  capabilities  of  the  Syracuse  and 
Bingbamton  Railroad  (addressed  to  a  person  in- 
terested in  the  same.)    In   all  such  matters,  the 
opinion  of  no  person  in  this  country  is  entitled  to 
•'  greater  consultation,  nor  will  command  more  at- 
;   tentioD  than  that  of  Mr.  Swift. 
.   Report  of  William  H.  Swift,  Esq.,  of  Boston,  upon 
the  route,  connections,  resources  and  prospective 
income,   of  the  SyracxLse  and  Bighamlon  Rail- 
road. 

Dear  Sir : — At  your  request,  I  have  examined 
the  Report  made  by  W.  B.  Gilbert,  Esq.,  the  Chief 
Engineer  of  the  Syracuse  and  Binghamton  Rail- 
.  road  Company,  (May  31,  1853.)  and  a  communi- 
cation of  the  President  and  Directors  of  siiid  road 
to  the  stockholders,  (Nov,  1,  1853.)  1  have  seen 
also  the  Map  and  Profile  of  the  line  as  located,  and 
have  conversed  with  Mr.  Gilbert,  the  Engineer, 
and  received  from  him  such  imformation  and  ex- 
planations in  regard  to  said  line  as  would  enable 
me  to  understand,  generally,  the  more  important 
characteristics  of  it,  as  well  as  some  of  the  details 
of  the  project. 

A  glance  at  the  map  of  the  Uniied  States  will 
be  sufficient  to  show,  strikingly,  the  importance 
of  this  lino  of  cummunication  lying  in  a  direction 
nearly  North  and  South,  it  connects  immediately, 
the  three  great  avenues  of  the  State  of  New  York, 
running  from  East  to  West,  viz. ;  the  Erie  Canal, 
the  New  York  and  Central  Railroad,  and  New 
York  and  Erie  Railrot-vd,  all  extending  from  Lake 
Erie  to  the  Hudson  river.  From  Syracuse,  by 
means  of  the  Syracuse  and  Oswego  Railway  and 


the  Syracuse  and  Oswego  Canal,  36  mile«,  the  line 
of  the  Syracuse  and  Bighamton  Railway  is  exten- 
to  Lake  Ontario  at  the  important  town  and  harbor 
of  Oswego,  and  at  last  named  place,  opening  to 
the  navigation  of  all  the  great  Lakes  in  the  West, 
to  the  Canadas,  and  to  the  River  St.  Laweronce. 

At  the  southern  extremitiy,  Binghamton  on  the 
Susquehanna  river,  and  the  New  York  and  Erie 
Railroad,  the  line  forms  a  connection  by  mean.s  of 
the  Delaware,  Lackawanna  and  Western  Railroad, 
(now  opened  to  the  coal  fields,)  with  the  great 
Lackawanna  coal  fields  of  Pennsylvania,  near 
Scranton,  some  60  miles  from  Binghamton,  and 
thence  either  to  New  York,  125  miles,  through  the 
Delware  Water-gap  and  by  the  Central  Railway  of 
New  Jersey,  or  to  Philadelphia  146  miles  via  the 
Water  Gaps,  Easton  and  Philadelphia  Railway, 
thus,  according  to  the  Report  of  the  Directors,  ef- 
fecting a  saving  of  distance,  as  between  Syracuse 
and  New  York,  of  30  miles,  and  to  Philadelphia  of 
about  100  miles. 

Another  important  feature  in  the  position  of  t'le 
Syracuse  and  Binghampton  Railway  should  not 
be  overlooked.  It  forms  the  first  communication, 
North  and  South,  in  passing  westwardly  the  Hud- 
son, to  be  found  between  the  New  York  Central 
Railway  and  the  New  York  and  Erie,  and  by  rath- 
er a  striking  coincidence,  it  intersects  the  for- 
mer lino  about  midway  between  Albany  and  Buf- 
falo or  Niagara  Falls,  and  about  midway  also  be- 
tween the  city  of  New  York  and  Dunkirk  on  Lake 
Erie  it  strikes  the  Eric  Railroad. 

It  will  thus  be  seen  that  the  line  iu  question  is 
remarkably  well  situated,  geographically. 

The  Syracuse  and  Binghamton  Rail  Road  is  80 
miles  in  length,  and  in  passing  the  summit  which 
divides  the  waters  fiowing  into  Lake  Ontario  from 
those  which  fall  into  the  Susquehanna  River,  it 
attains  an  elevation  of  800  feet  in  the  town  of  Tul- 
ley,  distant  from  Syracuse  19  miles.  This  sum- 
mit is  approached  from  the  North  by  gradients 
varying  from  0  to  62.8  feet  per  mile. 

The  alignment  of  the  road,  in  general  is  very 
good.  After  passing  the  summit,  the  line  falls  in- 
to the  valley  of  the  West  branch  of  the  Chenango 
river,  and  throughout  this  part  of  its  course,  some 
30  miles  or  more,  tlie  route  and  chj^racter  of  the 
Line,  both  iu  its  direction  and  the  favorable  na- 
ture of  the  ground  for  a  railway,  in  the  cuttings  and 
fillings  as  represented  iu  the  profile,  and  the  ma^ 
terial  for  the  Road  bed,  combine  to  constitute  this 
portion  of  the  line  uncommonly  good. 

The  curve  of  least  radius  (with  the  exception  of 
one  in  the  town  of  Syracuse)  is  1910  feet,  certainly 
very  favorable. 

The  quantity  of  earth  woork  exceeds  2,700,000 
cubic  yards,  of  this  there  is  some  80,000  cubic 
yards  of  excavation  in  rock. 

The  aggregate  length  of  bridges  upon  the  line 
is  1460  feet,  of  which  there  is  but  one  which  ex- 
ceeds 88  feet  span,  viz :  at  the  crossing  of  thd 
Chenango  river  and  the  Chenango  canal,  at  the 
same  point,  a  few  miles  North  of  Binghanmton. 
This  bridge  is  600  feet  in  length  and  elevation  36 
feet  above  the  stream,  but  as  the  bottom  is  good, 
no  unusual  expen.sc  need  be  incurred  in  establish- 
ing the  foundations.  There  will  be  16  trussed 
framed  bridges  exclusive  of  the  Chenango  above 
described. 

The  guage  of  the  Road  is  to  be  6  feet,  that  be- 
ing the  established  guage  of  all  the  roads  with 
which  it  is  to  be  connected,  except  the  Syracuse 
and  Oswego,  and  the  New-York  Central.  The 
Syracuse  and  (Jswego  is  of  4  feet  84  inches,  but 
this,  the  Directors  think,  will  be  modfied,  and  that 
no  transhipment  need  take  place  between  the 
Lake  and  the  coal  fields  or  points  beyond  ;  an  ob- 
ject worthy  the  attenion  of  all  parties  concerned 
at  an  early  day  ;  a  break  of  guage  being  a  serious 
evil. 

The  first  great  article  relied  ujwn  for  business  of 
the  Road  is  coal  from  Pennsylvania.  The  first 
deposit  of  this  invaiuble  mineral  is  found  in  the 
greatest  abundance  in  the  neighborhood  of  Scran- 
ton, some  60  miles  South  of  the  terminus  of  the 
line,  Binghamton  Coal  is  required  at  Syracuse  in 


extensive  manufacture  of  salt  canied  on  at  thai 
place  and  in  its  vicinity.  It  is  wanted  for  the 
steam  ves^  els  and  propellers  navigating  the  lakes 
and  the  St.  Lawrence;  it  is  needed  for  domestic 
purposes,  and  finally  it  will  be  needed,  at  no  dis- 
tant day,  lor  the  use  of  locomotive  engines  on  all 
our  railw.iys,  the  fuel  now  used  exclusively  for 
this  last  purpose  becoming  more  scarce  year,  by 
year  and  consequently  more  expensive. 

Merchandize  from  New- York,  Philadelphia  an*! 
Baltimore,  and  iron  for  foundry  purposes  as  well 
as  in  its  manufactured  state,  from  Pennsylvania, 
constitutes  the  second  large  class  of  freight. 

The  returns  from  the  North  to  the  South  will  be 
salt,  gypsum,  lime,  cement,  fiour ;  from  Oswego, 
grain,  cattle,  timber,  &.c. 

The  estimate  which  the  Directors  make  of  the 
passengers  business  is  somewhat  vague,  as  al! 
such  estimates  made  before  a  line  is  opened  mu^i 
necessarily  be,  but  the  general  experience  in  this 
country  which  has  followed  the  opening  of  new 
lines  of  railway,  lead  to  the  conclusion  that  eveij 
the  most  sanguine  expectations  of  well  informed 
persons  have  been  more  than  realized  upon  the 
opening  of  all  the  well  situated  lines  of  railway, 
not  only  in  the  more  densely  settled  portion  of  the 
United  States,  New  England  and  New- York,  but 
in  parts  of  the  country  more  remote,  and  even 
where  the  population,  as  compared  with  New  Eng- 
land and  New- York,  is  very  sparse  ;  Illinois  for 
example ;  even  there  the  results  of  the  large  num- 
ber of  railways  which  have  been  constructed  with- 
in the  last  two  years  have  been  encouraging  to 
all. 

In  the  case  now  under  consideration  there  is  a 
certain  business  already  at  band,  and  one  which 
has  proved  itself  sufficient  in  the  case  of  the  Read- 
ing Railroad  to  brhig  in,  unaided  by  the  other  bu- 
siness of  the  line,  from  one  to  two  millions  of  dol- 
lars annually,  and  this  upon  a  road  of  less  than 
100  miles  in  length. 

With  such  an  article  of  increased  consumption 
as  coal  to  start  with,  it  is  not  unreasonable  to  sup- 
pose the  Syracuse  and  Binghamton  Road,  with  its 
important  connections  North  and  South,  and  its 
situation  in  a  district  of  country  so  rich  in  soil, 
and  so  well  covered  with  a  population  requiring 
the  means  of  transportation  for  themselves  and 
their  productions,  should  ralize  all  that  the  pro- 
jectors of  the  Road  predict  of  it. . 

I  have  no  means  of  verifying  the  estimates  of 
the  various  kiuds  of  business  which  is  supposed 
by  tho  Directors  will  result  from  the  opening  of 
this  road,  nor  does  this  appear  to  be  necessary  on 
my  part.  I  have  shown  that  one  great  article  is 
alone  sufficient  to  infuse  vitality  into  the  under- 
taking aud  of  itself  may  furnish  a  large  return  on 
the  capital  employed  in  tho  construction  of  a  very 
extensive  line  of  railway,  for  example  the  Reading 
Railroad  of  less  than  100  miles  in  length  has  cost 
more  than  $17,000,000,  yet  that  road  derived  « 
gross  revenue  from  its  business  for  the  year  ending 
November  30th,  1858,  of  $2,688,287  of  which,  the 
earnings  from  the  transportation  of  coal  were 
(gross)  S'2,254,694.  The  working  expenses  of  the 
whole  line,  including  drawback  on  coal,  for  the 
same  period,  are  stated  at  $1,222,537,  leaving  the 
sum  of  $1,465,750  applicable  to  interest  on  loans, 
renewals  of  road  and  machinery,  and  dividends  on 
stock. 

I  have  stated  that  I  have  no  means  of  testing 
the  estimate  made  by  the  Directors,  of  the  general 
business  which  they  suppose  the  line  will  receive, 
but  I  find  at  page  14  of  the  fteport  of  the  Direc- 
tors, some  statistics  furnished  by  Mr.  John  Wil- 
kinson and  others  of  Syracuse.  Mr.  Wilkinson  is 
well  known  as  the  former  efficient  President  of  the 
Utica  and  Syracuse  Raih-oad,  and  is  probably  as 
well  informed  in  these  matters  as  any  person  to  be 
found. 

It  may  be  well  to  show  the  extent  of  the  popu- 
lation which  it  will  be  reasonable  to  suppose  may 
have  occasion  to  make  use  of  the  Syracuse  and 
Binghampton  Railway,  between  the  lake  and  New- 
York  and  Erie  Railroad.  Oswego  being  the  point 
on  the  lake  which  will  become  the  coal  mart  for  a 


large  qoanties  to  supply  the  fuel  needed  for  the  j  very  extensive  district,  including  the  Canada  shore 
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as  well  as  the  American,  it  will  not  be  improper  to 
consider  the  Syracube  and  Oswego  Railroad  36 
miles  as  an  extension  of  the  Syracuse  and  Bing- 
bamton  Railway,  and  thus  we  shall  properly  in- 
clude the  population  of  the  county  of  Oswego. 
This  county,  and  the  three  counties  through  the 
middle  of  which  the  line  of  the  Syracuse  andBing- 
hamton  Road  will  pass,  embrace  all  that  we  shidl 
consider  immediately  dependent  upon  the  railway 
for  their  own  transportation,  but  eren  these  four 
counties  by  themselres  it  will  be  seen  present 
quite  a  large  aggregate  for  115  miles  of  Railroad. 
The  Census  Tables  of  1850  furnish  the  follow- 
ing results,  viz : 

.     .:  Population  1860. 

Oswego  Couaty,;.;/'t;^r:. 62,198 

Onondaga" 85,890 

Courtland" 25,140 

Broome     " 30,660 


New  York,  for  the  year  ending  Sept.  30th,   1852,lconducted,  the  road  can  live.     I  do  not,  therefore, 


I  find  the  f  llowing  statement  of  the  average  cost 


Aggi-egate, 203,888 

Bay  for  the  116  miles  1,770  souls  for  each  mile 
of  Railway :  l-6th  of  the  entire  population  cannot 
be  considered  an  over-estimate  of  the  number 
which  would  probably  bscomc  travellers  upon  the 
Road,  or  say  300  per  mile. 

The  Road  from  Binghamtun  to  the  Coal  field  at 
Scranton,  50  miles,  is  completed  and  in  use.  The 
construction  of  the  line  from  Scranton  to  the  Wat- 
er Qap,  62  miles,  and  thence  to  Hampton  on  the 
New  Jersey  Central  line,  23  miles,  is  in  progress, 
and  it  is  represented  that  all  that  portion  of  the 
line  wDl  be  completed  before  the  close  of  the  pres 
eng  year. 

The  Road  from  the  Water  Gap  to  Philadelphia 
is  expected,  as  I  am  informed  by  Mr.  Gilbert,  to 
be  completed  about  the  time  the  other  Road  (to 
Xew  York)  is  finished. 

From  Hampton,  on  the  New  Jersey  Central,  to 
New  York,  the  Road  is  completed  and  in  use. 

The  Syracuse  and  Binghamton  Road  is  intended 
to  be  opened  throughout  in  August,  1854. 

ESTIMATE    OF    COST. 

Mr.  Gilbert,  the  Engineer  of  the  Road,  makes 
tbu  following  estimate  of  the  entire  cost : 
Grading,  masonry  and  bridging ....  $665,445  00 

Superstructure,  including  iron 677,050  00 

Laud,  land  damages  and  fencing..    176,000  00 
Depot  buildings 60,000  00 


consider  that  the  success  of  the  enterprize  is  to 


of  the  principal  items  in  24  railways  new  and  old,  Vlepend  upon  its  cost  simply.     Whether  that  cost 
per  mile  of  single  track,  including  branches. 

Graduation,  masonry  and  bridging, 
per  mile S13,647  00 

Superstructure,  including  iron '.J ,693  00 

Lands  and  fencing 2,750  00 

Station  buildings,  per  mile 1 ,264  00 

Shops  and  machinery *; .        445  00 

Enginftering  and  agencies 1 ,028  00 


,    Total  permile §28,729  00 

In  the  report  of  the  State  Engineer  for  the  year 
ending, September  30th,  1853,  it  is  stated  that  of 
the  23  corporations  which  haid  rendered  full  re- 
ports, the  aggregate  length  of  all  those  reported 
amounting  to  2,102  miles,  that  the  entiie  expendi- 
ture (exclusive  of  the  cost  of  engines  and  cars,) 
had  reached  $85,780,000,  or  at  the  rate  of  $40,800 
per  mile  of  road. 

I  do  not  mean  to  be  understood  by  this,  that  the  [ , 
Syracuse  and  Binghampton  Railroad  is  to  cost  at 


be  35,000,  or  even  $10,000  per  mile  m»re  tbao 
the  present  estimate,  would  in  my  judgment  b« 
quite  a  secondary  consideration ;  the  point  to  be 
assut-ed  being,  that  the  road  is  in  the  right  plac«. 
Thai  place  being  where  the  certain  wants  of  the 
comtnunify  will  be  sure  to  furnish  sufficient  traflSc 
to  render  the  enterprize  a  remunerating  one.  Such 
a  li^e  I  believe  the  Syracuse  and  Binghamton 
Raik-oad  to  be  at  this  time,  with  the  prospect  of 
futa>-c  development  which  must  furth«r  contribute 
to  the  ultimate  value  of  the  property. 

Ii  short  1  consider  it  an  enteri>rize  well  worthy 
of  t  le  attention  of  capitalists,  desirous  of  making 
invejstments  in  railways. 

Your  obedient  servant, 

Bt)ston,  March  11th,  1854.        W.  H.  SWIFT 


this  time  the  average 


thus  deduced  ;  for  we  see 
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$1,578,495  00 
Furniture  Equipment 230,600  00 


Jommul  or  RallrttMl  Law. 

WHAT  jikRb-    "railway    ACCIDENTS?" 

tlie  Engfish  Court  of  Exchequer,  a  case  rela- 
t«  this  sujbjccl,  TluabaLd  i:<.  the  Railway  Pas- 
senifrs   Iiisu/\ance  Company,  was  lately  tried  be- 
a  special  jury,   and  the  Chief  Baron.     The 
ititt"  was  the   celebrated  publisher  in  Pater- 
uostfer  row,  and  being  frequently  engaged  in  trav- 
ellinjg  by  railvfay,  had  effected  an  annual  insurance 
for  jeiOOO  wilh  the  defendanth  in  May,  1853,  for 
whi^h  h«r-paid  £1.     la  January  lasi,  he  was  trav- 
with   his  *ife,  in   a  second   class  carriage, 
Birmingiham  to  Shrewsbury,  and  on  his  arrl- 
t  Wolverhampton,  where   it  was  necessary  to 
:e  carriages,  Le  stepped  out  on  to  the  plat- 
The  dfcy  was  very  wet,  and  the  steps  being 
slipi>ery,  the  plaintiff  missed  his  footing  and 
fell  )[>etw«cn  the  platform  and  his  carriage,  and' 
in  s<j  doing  seriously  injured  both  legs.     The  plain- 
tiff flaimed  4100  for  loss  of  time   and   X34   for 


by  the  reports  that  there  are  some  roads  which 
are  reported  to  have  cost  as  Ioav  as  S15,000  per 
mile  including  equipments  while  others  we 
see  exceeding  $50,000  per  mile. 

Analyzing  these  statements  a  little,  we  per- 
ceive that  grade,  masonry,  and  bridging,  varies 
from  $4,000  per  mile  the  least,  to  $23,000,  the 
greatest,  and  superstructure,  including  iron,  from 
$5,000  per  mile,  the  least,  to  $19,000  per  mile, 
the  greatest,  and  the  same  of  other  items. 

What  I  desire  to  do  is,  to  call  j'our  attention 
to  the  verage  cost  of  railways  in  New  York,  as 
deduced  from  the  general  results  furnished  by  au- 
thentic documents. 

For  example ;  the  length  of  all  the  roads  laid 
in  New  York  is  about  2,500  miles,  and  the  amount 
paid  for  construction  and  c«iuipment  is  about 
$117,700,000,  or  at  the  rate  of  say  $47,000  per 
mile.  This  embraces  all  classes  long  and  thort, 
old  and  new.  Some  corporations  have  carried  re- 
newals of  road,  superstructure,  and  even  engines  I  uicd|cal  expenses,  and  also  XlOO  for  loss  of  profits 
and  cars,  to  cost  or  construction  as  it  is  technical- i  r,,.„h^,„„  ..^^    -  ,  .   ..„  „       ,.,,,,,  .^ 

'  '  i  he  declaration  of  plaintiffalleged  that  the  acwdent 

wa.^  la   railway  accident,  and  was  not  caused   by 
any  begli-cncu  on  his  pan  ;  but  the  defendants, 


$1,809,095  00 
Or  for  the  whole  $22,728  per  mile. ' 

This  estimate,  based  as  it  is,  I  presume,  upon 
prices  actually  paid  for  portions  of  the  work,  I 
must  regard  short  so  far  as  the  ultimate  cost  of 
the  road  is  to  be  considered.  I  mean  by  this  the 
coast  that  may  be  reached  say  within  two  years 
after  the  line  is  first  opened  for  use. 

The  equipment ,^  I  perceive,  is  stated  by  Mr.  Gil- 
bert in  his  estimate  of  the  Slst  May  1853,  to  be 
designed  to  supply  the  wants  of  the  road  for  the 
first  year  only,  and  it  may  be  that  Mr.  Gilbert  in- 
tends it  to  be  inferred  that  further  expenditures 
for  the  road  itself  will  be  required  after  it  shall 
have  been  in  use  one  year. 

My  own  experience  in  these  matters  has  led 
me  to  become  somwhat  skeptical  where  estimates 
of  cost  of  works  of  such  magnitude  as  railways 
are  concerned,  and  in  practice,  I  have  found  it  in- 
dispensable to  accuracy,  to  make  large  allowances 
for  various  contingencies  not  specified  in  the  esti- 
mates, becatise  not  foreseen.  If  such  allowances 
bs  not  made  in  time  to  meet  probable  wants, 
great  e^ilbarrassment  will  sometimes  be  produced, 
and  continued  to  the  great  annoyance  of  the 
managers  of  a  road,  and  to  the  positive  disadvan- 
tage of  the  proprietors. 

Excluding  the  estimated  cost|of  the  equipment 
($230,(>00)  the  sum  $1,578,495  is  left  as  the  cost 
of  the  read  and  its  fixtures,  or  at  the  rate  of  S19,- 
"30  per  mile.  This  appears  to  me  to  be  a  low 
estimate  for  mch  a  road  as  this  must  become  even 
before  it  shall  require  a  second  track 


ly  called,  but  this,  it  is  to  be  supposed,  makes  but! 
a  small  portion  of  the  grand  ageregate  of  $117,- 
000,000. 

In  looking  to  the  ultimate  cost  of  the  Syracuse 
and  Binghamton  Railroad  it  would  seem  to  me  to 
be  uot  unwise  to  regard  the  actual  cost  of  .similar 
works  here  and  elsewhere. 

With  these  remarks  premised,  I  shall  conclude 
this  paper  by  expressing  the  opinions  which  I  have 
formed  in  regard  to  the  road,  and  of  its  value  as 
an  investment. 

1st.  That  the  Syracuse  and  Binghamton  road  is 
a  most  important  work,  completing  as  it  will,  the 
shortest  and  most  direct  line  of  railway  between 
the  Anthracite  Coal  district  of  Pennsylvania  and 
Lake  Ontario. 

2d.  It  opens  a  shorter  line  of  railway  from  Lake 
Ontario  to  New  York,  Philadelphia  and  Baltimore 
than  any  other  roate. 

3d.  Independently  of  its  advantage  as  a  ihrongh 
line,  it  possesses  a  sufficient  population  immedia- 
tely upon  and  around  it  to  constitute  it  a  well  si- 
tuated line  for  local  business. 

4th.  In  its.  grades  and  its  alignment  it  is  favor- 
ably located.  The  heavy  trade,  coal,  moving 
from  the  South  to  the  North.  There  being  no 
ascending  grade  in  that  direction  which  exceeds 
25  feet  per  mile,  nor  a  curve  which  ib  less  than 
1,950  feet  radius. 

6th.  The  ultimate  cost  of  the  line,  say  wiihin 
two  years  from  the  time  it  is  opened  for  use,  I 
think  will  exceed  the  present  estimated  cost ;  and 
I  do  not  consider  it  safe  to  suppose  that  the  cost 
of  the  several  items  enumerated  at  page  14,  de- 
rived from  the  average  of  a  lat^e  number  of  simi- 
lar works  in  New  York  will,  in  the  cast'  of  the 
Syracuse  and  Binghampton,  fall  short  of  that 
average,  at  the  period  stated. 

6th.     The  road  itself  being  in  the  right  place  is 


by  t^ieir  plea,  alleged  that  the  injury  was  caused 
by  t^ie  plaintiff's  negligence,  and  was  not  a  rail- 
wayiaccidi'nt  for  which  they  were  liable  on  their 
insurance. 

T|e  plaintiff  insisted  thai  the  amount  which  he 
claiaied  was  a  fair  proportion  of  the  £1000  insur- 
ed, Ihc  acciddni  not  having  terraina'oed  fatally. 

MV.  Macaulev,  for  the  defendants,  admitted 
that; the  question  of  negligence  must  probably  be 
detifeod  in  favor  of  the  plaintiff,  that  he  argued 
thatjthe  Insurance  Company  were  not  liable  under 
the  ^ircumstances  of  the  case,  as  the  accident  was 
not  ta  "  railmay  arcitUnt.''  He  also  contended, 
thatj  if  the  defendant";  were  liable  for  anything 
the  Uamages  must  be  assessed  in  that  proportion 
whidh  the  degree  of  injury  actually  sustaiiied  by 
the  plaintiff,  bore  to  death.  The  company  insur- 
ed ihc  plaintiff's  life  against  railway  accidents 
for  ilOOO,  and  undertook  to  pay  such  sum  as  bore 
a  prbportion  to  that  amount,  if  the  accident  did 
not  icrminato  fatally.  The  claim  onght  to  be 
limited  to  a  mere  compensation  for  the  injury 
donq  to  plaintSfi',  and  ought  not  to  embrace  loss  of 
profits  nor  lost,  of  time.  7'- 

T|e  Chief  Baron  ^aid  that  the  case  wm  geir 
aid  jdifacult  fironi  the  terms  of  the  act  by  which 
th"  company;  was  cliartered.  He  thought  this 
was  bot  a  case  ft^r  which  the  company  was  liable, 
ac^  ^hat   iheif  liability  wav  confined  to  cases  of 


Din.     iutf  luau  iwcii  ueing  jn  tne  ngni  piace  is !         1  1    j  —  — -  «. 

,  aa  all  impcrtant  point.    The  coal  business  u  • » : 'ttciueniii  eatjsea  by  the  uegllgencr  of  some  one 

In  the  OfflcUl  Report  of  the  State  Enjinecr  of  I  certain  thing,  aiid  on«  by  which  tf/«v,  properly  |  connected  witlh  the  manAg^raeDt  of  the  railway 
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But  that  would  be  reserved  for  the  Court  above, 
and  the  question  for  the  jury  was,  whether  the  ac- 
cident arose  from  the  plaintiflTs  negligence,  and 
what  proportion  of  the  £1000  they  should  assess 
as  damages. 

The  plaintifl"  was  clearly  entitled  to  his  £34  for 
medical  expenses.  He  might  also  be  entitled  to 
£100  for  loss  of  time,  or  profits,  but  be  could  not 
recover  £100  for  time  and  the  like  amount  for 
profits  in  addition.  The  jury  rendered  a  verdict 
for  plaintiff  for  £134. 


Ameilean   Railroad  Journal. 


Satarday*  April  1,  1854. 


Back  Numbers  of  the  Journal. 

Those  who  wish  back  numbers  of  the  Jolrnai- 
for  binding  are  requested  to  order  them  at  once, 
AS  we  shall  be  able  to  supply  them  but  a  few 
weeks  longer. 

We  can  furnish  Bound  Volumks  for  any  or  all 
years  complete  since  1831 — price  So — per  year. 

Our  RAiLw.tY  Map  in  sheets  will  be  sent  by  mail 
to  any  address  on  the  receipt  of  SI  00 — price  on 
rollers  S2.00. 

We  have  a  few  copies  of  Mr.  Johnson's  valua- 
ble work  on  the  Northern  route  to  the  Pacific — 
price  by  mail  SI — with  map^. 


Stock  and  Money  Market. 

Since  our  last,  the  share  market  has  shown  a 
gradual  though  not  excessive  decline.  A  steady 
contaactlon  appears  to  be  going  on  in  all  monetary 
operations.  Only  a  small  business  is  doing  in 
Bonds  and  operations  in  these  are  confined  to  first 
class  securities.  The  foreign  news  appears  to  ex- 
eri  a  paramount)  influence  over  our  money  market, 
and  favorable  change  is  hardly  to  be  expected  rill 
afiairs  in  Europe  assume  a  more  definite  aspect. 
The  rates  for  money  for  all  purposes  continue  high. 

Cleveland  and  Toledo  Railroad. 

The  receipts  of  the  Cleveland  and  Toledo  road 
for  the  third  week  of  March  were  S  16,750.  The 
Toledo  Blude  Bivf: 

"Few  persons  who  are  not'  in  a  position  to  see 
it,  can  form  an  adequate  idea  of  the  amount  of 
travel  through  this  city  by  railroad.  Night  before 
last  thirteen  car  loads  of  first  class  passengers  went 
west  in  one  train.  The  number  could  scarcely  be 
less  than  700.  Three  trains  pass  through  each 
way  daily,  and  we  are  told  tliat  a  fourth  train  is  in 
contemplation.  There  i.s  probably  no  road  in  the 
country  doing  a  better  business  than  the  Cleve- 
land and  Toledo.  The  freight  business  is  becom- 
ing large  and  will  be  immense  when  proper  arran- 
gements for  its  transportation  between  Cleveland 
and  the  New  York  lines  shall  have  been  i^rfected. 

"The  Canada  road  seems  rather  to  have  in- 
creased the  travel  by  the  South  Shore ;  for  since 
that,  was  opened  this  has  wonderfully  increased  its 
passenger  business." 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday— on  a  par  valuation  of  $100. 
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NAME  OF  COMPANY. 
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Atlantic  and  St.  Lawrence.  ..Maine. ISO 


Delaware  and  Hudson  Canal  Companies. 

The  annual  election  of  the  Delaware  and  Hud- 
son Canal  Company,  came  off  to-day,  and  resulted 
as  follows :  Managers— John  Wurts",  Wm.  M.  Hal- 
sted,  Silas  Holmes,  Jacob  R.  Le  Roy,  Wm.  S.  Her- 
riman,  Charles  N.  Talnot,  Maurice  WurLs,  Lora 
Nash,  Edward  J.  Woolsey,  William  Musgrave 
Geo.  T.  Oliphant,  Daniel  B.  Fearing,  Robert  Ray. 
John  Wurts,  President ;  William  Musgrave,  Vice- 
President;  Isaac  N.  Seymour,  Treasurer;  Gilead 
A.  Smith,  Secretary. 

The  profits  of  this  Company  during  the  last  year 
were  $830,972,  equal  to  Hi  per  cent,  on  the  capi- 1  Philadelphia  and  Re^7i^ 
tal  stock  of  the  Company.     The  cojil  shipped  Phllad.,  WilmingU>p  andBalt. 


Androscoggin  and  Kennebec. .      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth , .      " 

York  and  Cumberland, '• 

Boston,  Concord  and  Montreal.  N.  H, 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan /. " 

Connecticut  and  Pjassumpsic. .  Vt 

Rutland \. " 

Vermont  Central . .  /> " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch ......  4 ... .      " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchbui^ " 

New  Bedford  and  Taunton. . .      " 

Norfolk  County " 

Old  Colony..; " 

Taunton  Branch " 

Vermont  and  Massachusetts . .      " 

Worcester  and  Nashiia " 

Western " 

Stoningtbn ■. ll.  I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City. . 
Buffalo,  Coming  and  N.  York 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canaudaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie) ...  " 

Hud.son  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdcnsburgh  (Northern) '• 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Wasliington " 

Saratoga  and  Washington " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 


NY. 


65 
72 
61 
^ 
93 
35 
54 
82 
24 
16 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
53 
69 
28 
62 
76 
42 
66 
20 

26 
46 
12 
77 
45 

166 
60 
40 
46 
72 

110 
60 
66 
61 
62 
56 
64 
91 

132 
69 
60 
47 
36 

464 

144 

130 

95 
504 
118 

35 

23 

25 

60 

41 

32 

39 

96 

65 

45 

81 

63 

56 

20 

36 

95 

98 
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1,538,100!  2,978,700  6,160,278! 
809,878'  1,016,500|  2,064,468i 
962,62i:  29/,80 

123,884 

341,100 

622,200 

none. 


1,386,500 

286,7471 

1,649,278 

1,485,000! 

2,078,6261 

3,016,634! 

717,643 

600,000 


720,900 


2,614,067 
1,459,384; 
713,605! 
2,540,217; 
1,486,0001 
3,002,094 


264,743 
140,561 
168,114 


113,620inODe 

80,068'none 

100,552'none 


208,669' I  6 


none.  |  661,214 


1,400,000 


23,946 
150,538 
305,806 
287,768 
328,782 


ll,266jnoiie 
79,659  none 

141,836|  8 
55,266  ' 

163,076 


132,646j     61,618 


650,000| 

2,429,100! 


673,600! 
1,746,516| 
5,577,467! 


496,397 


5 
6 
6 
8 

DOQ« 

none 
tionei 


266,689  none 


1,097,600 

2,486,000! 

8;500,000|  3,600,000,12,000,000, 

1,500,000' 1,500,000  Leased  to  the  Vt.  C  ent 


83 
30 
41 
97  s 
24 
30 
107  i 
36 
66 

8P 
109 

•  •  •  • 

12* 
26 

e* 

12J 
97i 


392,000   700,000 


1,830,000' :  1,995,249 


Recently 


opened. 


'none 
Inone 


4,076,974 
3,160,390 
4j600,000 

421,296 
l,591,100i 
2,860,000j 
l,060,000i 
3,540,000' 

600,0001 

547,015! 
1,9^,070! 

260,000 
2,140,636 
1,134,000 
5,160,000 

i,46V,66b 

922,500 

2,360,000 


668,861 
3,000,000 

9?6,000 

760,600 
2,121,110 

900,000 


160,000  4,092,927, 

390,000  3,546,2141 

425,000  4,846,967 

171,800  683,906 

193,500  1,801,946 

500.000  3,120,391 
none.  1,050,000 
112,305  3,623,073 
none.  520,476 
819,7431  1,246,927 
282,300!  2,293,634 
none.  I  307,136 

1,001,600:  3,203,333 

171,210  1,321,946 

6,319,620 
467,700 

300.0001  1,7S1,999 
500,000!  1,400,000 
800,000  3,150,000 

2,600,0001 

In  progres 

800,000  l,511,llll 

1,641,0001  4,978,487 

440,000 


388,108 
659,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
574,574 
164,230 

67,261 
374,897 
137,406 
218,679 
162,109' 
9,953,759  1,526,2241 
240,572' 


130,8811  7 
338,2151  7 
227,4341  6 


90i 
108 
82 
t  993 
40 
66 
86i 
97 
i  86i 
117 
23,416nonej  68 
122,816'none  100 
24,399|  8  '.... 
18,648nonei 
66,900l  4  j 


331,296 
30,086 
72,028 

241,017 
99,589 

232,787 
43,960 


291,417 


639,529 
329,041 
69,6291 
114,410! 
806,713 


746,736  7 
110,8921... 
120,8921  6 

t4 

294,269  10 
168,902|none 
ncttie 


428,178 
l,380,610iRecently  |opened. 


7 
8 
660,000   l,380,610iRecently|opened.    none 
701,600   2,696,4881   267,661 !    Il6,96fij  4 
1,550,000|  2,630,600!Recently  !opened.    none 


879,6361 


none 


Recently  oiJ)*en«d. 


In  progres 
872,0001  1,921,270 

( 'In  progres , 

426,609'  582,400   987,6271  76,760:  39,360'6«iBe 
687,000   400,000i  1,070,786;  74,2411  23,496  uone 
10,000,000  24,003,866  33,070,86314,318,9621,800,181 


3,740,616 

4,726,260 

1,876,148 

23,085,600 

1,679,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 

6,666,832 

6,000,000 


7,046,395 

977,463 

516,246 

10,773,823 

2,969,760 

201,600 

131,000 

26,000 

400,000 

940,000 

100,000 

700,000 

660,000 

1 28,660 

476,000 

1,600,000 

13,000 

713,227 
10,427,800 


10,527,6641,063,6591 


6,102,936 

2,446,391 

.33,859,423 

5,133,834 

607,803 


681,445 
205,068 


480,137 
90,616 


349,775  Recently 

774,495!    213,078 

l,250,000:Recently 

1,832,946|    173,546 

329,577|Recently 

1,043,367  RecenUy 


338,783 

324,494 

44,070 


none 


196,847 
43,609 
opened 

96,737 
opened. 

136,017  none 
opened. 


1,693,711 
4,327,498 
1,220,326 
3,245,720 
2,879,880 
1,265,143 
750,000 
1,702,523 


225,152 
1,.S88,385 
149,941 
608,942 
260,899 
118,617 
Recently 
266,827 


7 

none 
4 
^one 


n. 


20} 
62 

!  97i 
71 
99 
66 

126 


89 
lOOi 

•  *  •  •' 

40 

56} 

•  •  ■  « 

66 
180 


76i 
66 
54i 
32 
118* 
25 
70 


17,141,987  2,480,626 
2,899,166]  8,067,286'  868,088 


opened. 
116,706 
478,413 
79,262 


316,259 10 

124,740  3 
76,890(  5 
opened 

106,320  8 
1,251,987  7 

641,769  6 


none 
8 
10 

7 


80 
33 

•  •  •  • 

:  96 
131* 


125 
66 

771 
79 


•,■•».« 
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Railway  Share  List, 

Compiled  from,  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  «/$100. 


NAME  OF  COMPANY. 


( 


as 

"S 

"2 

a. 


2 


a 


«1 


o 


.S'S 
£f 

-  Si 


o 

•c 

c 

!2 
'> 
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Pennsylvania  Central....  ....Penn.  260  9,768,155  5,000,00013,600,0001,943,827    617,625....!  97 


13,118,902 
1,660,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,2311 

3,858,840! 


Ky. 


191 

211 

101 

71 

60 

55 

93 

33 

88 

60 

80 

125 

38 

29 

66 


3,500,000 
4,000,000 
1,013,088 


586,887 


776,259 
879,868 
688,611 


40 
20 
36 
31 
37 
84 

i67 

67 


835,000 
2,003,814^ 
1,430,150 

357.218 


Philadelphia  and  Trenton "        30 

Pennsylvania  Coal  Co "       47 

Baltimore  and  Ohio Md.   381 

Washington  branch "     (38 

Baltimore  and  Susquehanna..     "     167 

Alexandria  and  Orange Va.  !  65 

Manassas  Gap "       27 

Petersburgh "       64 

Richmond  and  Danville "       73 

Richmond  and  Petersburgh . ,     "       22 
Rich.,  Fred,  and  Potomac....     "       76 

.Bouth  Side "       62 

Virginia  Central "     107 

Virginia  and  Tennessee "        73 

Winchester  and  Potomac "       32 

Wilmington  and  Raleigh N  .C.  161 

Charlotte  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "     ;140 

South  Carolina "      242 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  (Jeorgia . .  Tenn. 
Nashville  and  Chattanooga. . . 
Covington  and  Lexington .... 

Frankfort  and  Lexington 

Louisville  and  Frankfort 

Maysville  and  Lexilngton 

Cleveland  and  Pittsburgh Ohio.  100 

Cleveland  and  Toledo "      147 

Cleveland,  and  Erie "     j  96 

Cleveland  and  Columbus "     |136 

Columbus,  Piqua  and  Indiana.     "     ;  46 

Columbus  and  Lake  Erie "     !  61 

Cincinnati.,  Ham.  and  Dayton    "     !  60 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro :.  ..     " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana "      ... 

Scioto  and  Hocking  Valley...     "     !  44 

Xenia  and  Columbus "       64 

Evansville  and  Illinois Ind.     31 

Indiana  Central "      ...I   

Indiana  Northern "      131|   ........ 

Indianapolis  and  Bellefontaine    "       83|    

Indianopolis  and  Cincinnati . .     "       90^1,128,486 

Ljifayette  and  Indianapolis ...     "       62j   

Madison,  Indianapolis  &.  Peru    "     138  2,647,700 

Peru  and  Indianapolis "       40    

Terre  Haute  and  Indianapolis    "     ,  72      632,387 

Rock  Island  and  Chicago Ill, 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago "     !  92 

Michigan  Southern  and  Ind,  N.Mich.  316 

Michigan  Central "     282i 

fwific Mo.  (38 


798,193 
216,237 
152,536 


;102i 
i  68 


6,677,10322,254,338  2,033,420 

;  l,650,000i  348,622 

i  413,673 

;Inprog.   :....j.... 

, In  prog. . . . . ! . . . . 

173,867!  1,163,9281  227,693   72,370  7   77 

200,000  In  prog.   70 

11,100,000  122,86L   74,113  none  40 

1,531,2.38!  254,376  113,266  7  100 

62,762 

210,052 
109,268 

89,770 12 

610,038 


503,0061 
G40,000! 
469,150' 
707,958! 
120,000 
1,134,698 


2,106,467 
2,392,215, 
3,545,250, 
416,632 
2,965,5741 


;t9,077    10 
12,736  none 


50 

;»8 


153,898   « 


1,979,100 
2,000,000 


3,027,000 


300,000  In  prog 
3,000,000;  7,002,390  1,000,717 
In  prog. 
3,465,879 


609,711 


125 


418,187 

1,214 

163,000 


150,000 

mm 


541,000 
850,000 
900,000 


1  142,200 
1,600,000 


408,200 


2,100,000 

'  310,666 


500,000 


1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960! 


986,074 
934,424 
278,739: 
59,590; 
129,3951 


5:i5,608 

456,468 

149,960 

21,731 

71,636 


8  ,115 

'•'2 1*  •  •  • 

101 


8 


173,542,  76,079  8 


In  prog j 

In  prog.   ■ 

In  prog.   . . . .  i  63 

684,902   87,4211  44,250  ....  |  80 


In  prog.  , 
3,279,908: 


432,682  267,278!  10 


46 

85 
98i 


3,655,000!  777,793:  483,46412  ,120i 
2,000,000| ,, i  65 


2,659,653  321,7931  200,967 1.. .-  102i 
In  prog.   ....  I  62 


650,000   '.'25,000,Rccently;opcned 
iln  prog 


66 


2,668,402 

900,000 

2,387,200 


187 


1,760,700 


760,000 
1,291,000 


136 


2,400,000 


1,932;361 
2,800,000 
4,856,700 
1,000,000, 


j  In  prog.   ; , 

482,000{  3,169,733'  667,559  352,133  10  jlI2 

1,000,000;  1,855,000 1 

l,767,000i  4,110,148    640,618j    113,401  ....  |  77i 
Iln  prog.      : :|  79 


2,450,000 


300,000 
300,000 


1,289,000 


In  prog. 

(I 

1,257,714 
In  prog. 


Recentlylopened. 


Recently!  opened 

317,000    158,500    10   107 
237,606 

77i 


87 
76 


'**    -      Recently  o|>ened.     .. 

1,869,932  Recently  opened.     .. 

; opened — 

1,241,300{  2,400,000    616,414     268,075    10     70 
In  prog 65 

1,363,019    105,944,      71,446   4      108 


663,100 
'4,660,666 


500,000 
3,741,664 
3,977,563 

none. 


4,600,0001 . 


In  prog.  473,548  286,152 
7,276,6161,200.9221  586,929' 
8,618,5051,145,598'    58::,816 

In  progres  Recently;  opened. ; 


17 
8 


121 

|118i 
•107J 

.J.... 


fr<»m  Honesdale  was  494,209  tuns.  The  Pennsyl- 
vania Coal  Comi)any  also  shipped  512,777  tons. 
The  season  was  193  rrorking  days.  The  enlarge- 
ment of  the  Canal  has  been  completed  and  the 
enlarged  boats  have  carried  106  to  140  tuns.  The 
stock  of  coal  left  unsold  when  navigation  is  re- 
sumed will  be  light.  The  sales  of  coal  bare 
reached  S2,046,033;  tolls  $378,479;  profits  as 
above  stated  S830,972.  The  amount  of  coal  on 
hand  now  is  $337 ,644,  against  8391,229  last  March. 

Freight   la    Tranaitn     o-rcr     the    €•■««!•■ 
flallvrajrs. 

A  most  iinporunt  arrangement  has  just  been  ef- 
fected, by  which  merchandize  passiong  from  the 
eastern  to  the  western  States,  and  vice  versa,  can 
bo  carried  over  the  Great  Western  Railroad  with- 
out the  inconvenience  that  has  heretofore  atten- 
ded the  transit,  in  consequence  of  tne  Custom 
H^sc  regulations_  (ien.  Jacob  Gould,  ofRoches- 
te«  has  just  returned  from  Washington,  where  he 
ha^  been  as  an  agent  for  the  Central  Railroad 
Cotni>any.  to  eflect  this  desirable  object.  Secy 
Omhrie  at  once  gave  his  attention  to  the  matter 
as  laid  before  him  by  Gc-n.  GouH,  and  the  follow- 
ing method  of  passing  gootls  over  the  Great  West 
em  Road  has  been  adopted.  The  Treasury  De- 
partment are  to  appoint  two  sf)ocial  Inspectors,  to 
be  St  at  ioi  tad  at  either  ei'dofthe  Great  Western 
Railr41.11),  wlidsc  duty  it  will  be  to  receive  al 
th*ongh  go<Mls,  and  pass  them  over  to  the  condnc- 
toir  of  the  Railway  trains,  who  are  to  be  sworn  as 
Dejiuty  liis|»cctors.  These  Conductors  will  deliver 
at  fcithtr  end,  on  oath  to  the  Inspettors,  the  goods 
as  they  receive  them.  The  Great  Western  Rail- 
way Company  assume  the  expense  incnrred  by 
tho  appointment  of  their  Conductors  as  Inspectors 
of  .the  United  States.  This  arrangement  will 
groatly  facilitate  the  transmission  of  property  by 
tho  Canada  route,  and  inure  to  the  benefit  of  all 
corn'crned. — Rochester  Union 


Terre  Haute  aad  AltoM  Xlailroad. 

liarge  additions  have  been    rcccutiv  made    to 


the 


IS 


Stock  of  this  Company.    The  capital  account 
1^  follows : 

Capital  Slock £2,900,000 

Isi  Mortgage  7  per  cent.  Bonds  (8old).Sl,o6o,000 
2<li      „,        1 8     „       „         „  „      .       250,000 

' ,)     .,      „        „      UDSfrfd .       760,000 


i 


j  S4 ,900.000 

Ttie  estimated  cost  of  the  road  is  not  far  from 

4,000,000.     The  means  provided  are  ample  for  its 

conltruction   without  resorting,  probably,  to  the 

whole  of  tlie  last  issue  of  Bonds. 

Tlie  work  of  construction  is  being  carried  for- 
ward with  vigor,  and  there  is  a  good  prospect 
that  nearly  the  whole  line  will  be  completed  with- 
in tiie  year. 

Tlie  rapid  progress  of  the  Wabash  Valley  line, 
and  its  proposed  connection  with  the  Terre  Haute 
and  Alton  Railroad  has  added  a  new  importance 
to,  and  materially  improved  the  prospect  of  the 
latter.    In  addition   to  the   pecuniary  assistan 
brought  to  itj  the   above  connection  will  const 
tute    it  a  part  of  a  leading  route    between   the 
Mississippi  and  Lake  Erie.     Such  connection  wit 
a  large  local  business  which,  it  is  admitted,  t;   ' 
road  must  have,  makes  it  a  very  different  affk 
from  what  it  was  a  year  since.      It  is  now  in  the 
h.'ui4s  of  parties  of  unquestioned  pecuniary  abi- 
lity,' by  whom   it   will  be  carried   forward    to  an 
early  and  successful  completion. 


Memphis  and  Ohio  Railroad. 

invite  the  attention  of  contractors   to  the 

irtiseracnt  of  lettings  on  the  above  road.     The 

objett  of  the  rttiid  is  to  connect  Memphis  with  the 

Ohiojat  Louisville  and  Cincinnati.     Our  next  issue 

j  will  contain   4  detailed  statement  in  reference   to 

I  the  project. 
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Bre»liKge  of  Railroad  Axles* 

The  attention  of  Engineers  and  those  engaged 
in  the  management  of  Rail  Roads  has  been  espcc- 
ialey  directed  to  this  subject  of  late,  by  the  decis- 
ion of  Mr.  Justice  Woodward  of  Pennsylvania,  in 
the  case  of  Scott  vs.  the  Ohio  &  Pennsylvania  Rail 
Road  Co;  and  also  by  a  table  of  accident  arising 
from  imperfect  axles  published  in  the  past  re- 
port of  the  Philadelphia  &  Reading  Rail  Road  Co. 
It  is  onr  purpose  to  communicate  a  few  practical 
suggestions  that  have  arrisen  from  a  consideration 
of  this  matter;  satisfied  if  they  should  prevent 
any  accident  or  assist  indirectly,  in  placing  the 
responsibility  upon  the  right  parties. 

The  Honorable  Judge  was  of  the  opinion,  that 
the  company,  having  failed  to  show  that  they  bad 
made  any  attempt  to  discover  whether  any  latent 
defect  existed  in  the  axle  were  liable,  etc.  This 
may  be  legally  sound,  but  is  practically  impossi- 
ble ;  the  fact  being,  that  any  eflfort  to  discover  a 
latent  defect,  ruins  the  axle ;  or  in  other  words,  if 
the  axle  were  properly  tested,  it  is  unfit  for  use, 
in  nine  cases  out  of  ten.  This,  Mr.  Edward  Miller, 
Chief  Engineer  of  the  Northern  Pennsylvania 
Railroad,  mentioned  in  his  evidence  before  the 
Judge,  (if  we  recollect  aright,)  and  also  very 
justly  remarked,  "  that  the  chief  reliance  must  be 
upon  the  standing  and  character  of  the  manufac- 
turer." 

A  trial  might  be  had  of  every  tenth  or  twenti- 
eth axle,  or  the  fag  ends  of  each  axle  tested,  but 
neither  of  these  methods  are  likely  to  find  favor, 
owing  to  the  great  labor  and  expense  they  would 
involve  and  the  merely  approximate  results  attain- 
ed by  them.  We  regard  the  stamping  of  the 
makers  name  upon  the  middle  of  the  axle,  as  a 
good  practical  endorsement  of  the  quality,  and  it 
should  be  done  in  full  clear  characters,  (not  a 
mere  initial,  only  partially  stamped,)  whe?-e  there 
can  be  no  danger  of  turning  it  off  in  finishing  up 
the  axle.  This  is  now  left  optional,  but  we  cannot 
see  the  difierence  in  importance  of  stamping  boiler 
plate,  (made  compulsory,  we  think,  by  legislative 
enactment,)  and  the  stamping  of  car  and  engine 
axles,  as  far  as  concerns  public  safety.  And,  as 
there  will  always  be  those,  who  prefer  economy  to 
safety,  and  will  not  pay  the  price  necessary  to  pur 
chase  a  good  axle,  let  the  different  qualities  be 
stamped  as  on  boiler  plate.  Then,  if  a  verdict  is 
required  for  damages,  by  the  breaking  of  a  second 
quality  axle,  the  casn  is  much  simplified.  How 
may  it  be  simplified  in  case  of  breakago  of  an 
axle  of  first  class  quality,  from  makers  of  undoubt- 
ed standing  ? 

We  have  before  ua  the  report  of  the  Philadel- 
phia and  Reading  Rajlroad  Company,  exhibiting  a 
table  of  broken  axles  ftom  1848  to  1853,  showing 
an  average  of  two  hundred  and  thirty-one  per  an- 
num, and  an  average  of  ten  bent  axles  per  annum. 
(May  not  the  latter  arise  from  the  shapo  of  the 
axle,  being  reduced  to  3  inches  ia  the  middle  ?) 
We  have  heard  this  table  used  as  an  argument 
against  hammered  axles;  these  axles  all  being 
made  at  the  Tilt  Hammer  Shop  ol  the  Railroad 
Company.  The  wriler  is  intimately  acquainted 
with  the  method  of  manufacturing  the-c  axles — 
they  arc  drawn  from  pile.s  t>f  tough  scrap  into 
slabs  or  billets  and  tlicn  replied  and  drawn  into 
axles  with  very  hehv^  steam  hammers,  which  do 
their  work  effectually ;  so  that  If  the  scrap  Iron  is 
good,  and  there  can  ,b«  no  doubt  that  it  ia,  being 


principally  made  in  the  works  of  the  company ; 
we  have  no  hesitation  in  saying  that  it  will  make 
an  axle  equal  or  superior  to  the  best  blooms  to  b« 
had. 

Why,  then,  the  great  amount  of  breakage  shown 
in  the  tables  "?  From  the  simple  fact,  that  the 
tonnage  and  wear  of  this  railroad,  is  greater  than 
any  other  railroad  in  the  United  States,  and  con- 
sequently the  wear  on  axle.s  must  be  very  great 
also,  and  we  are  confirmed  in  the  opinion,  (viz  : 
that  the  broken  axles  have  each  done  good  service 
proportional  to  their  size  and  strength,)  from  the 
circumstance  that  every  fracture  that  has  come 
under  our  notice  has  been  perfectly  crystaline  or 
granular;  and  we  will  venture  to  say  that  Mr. 
Milholland  sends  out  no  crystaline  axles  from  the 
works  of  the  company.  Until  the  Pennsylvania 
and  Reading  Railroad  Company  have  used  rolled 
axles  (reduced  in  the  middle)  for  an  equal  length 
of  time,  with  better  success,  we  cannot  see  the 
force  of  this  argument  against  hammered  axles.* 

An  accurate  test  of  the  truth  of  the  above  would 
be  made  by  stamping  each  axle  with  tke  dale  of 
its  manufacture,  as  the  cars  of  the  company  are 
dated,  and  we  might  then  arrive  at  the  i>eriodthat 
an  an  axle  should  be  run  under  a  given  tonnage. 
Tables  of  this  kind  from  the  different  railroad 
companies  would  be  of  great  interest  and  value. 

We  therefore  would  recommend  in  this  matter, 
which  we  view  as  of  great  importance  to  the  pub- 
lic safety  ;  that  the  stamping  of  car  and  engine 
axles  should  be  made  the  subject  of  legislative 
enactment,  as  in  the  case  of  boiler  plate — that 
railroad  companies,  for  their  own  security,  shall 
require  the  stamp  of  makers  name,  and  quality  ; 
and  finally,  that  the  maker  should  stamp  the  date 
on  every  axle,  which  will  show  when  an  axle  has 
been  in  use  long  enough  to  throw  the  responsibili- 
ty of  breakage  upon  the  railroad  company  using 
it ;  and  thus  simplify  the  verdict  when  an  axle  is 
from  a  good  maker,  but  overworked,     a.  il  r.  r. 

Philadelphia,  March  21,  1854. 

Ne%v  liOcomotiTe  apon  the  New  Jersey  RalU 
road> 

The  well  known  firm  of  Rogers,  Ketchum  and 
Grosvenor  have  just  placed  upon  the  above  road 
a  new  locomotive,  combining  all  ef  their  known 
improvements  with  an  extent  and  perfection  of 
finish  and  ornament  never  before  attained  as  we 
think,  for  a  like  purpose  in  this  country.  Being 
the  best  effort  of  these  builders,  and  combining 
all  of  their  original  improvements,  designed  and 
adopted  as  the  result  of  all  their  experience,  this 
engine  deserves  especial  notice. 

It  is  named  "Gov.  Southard,"  and  has  14j  inch 
cylinders,  22  inch  stroke,  four  drivers  of  6  feet 
diameter  and  a  truck. 

Beginning  with  the  boiler  (the  most  essential 
pa:t  of  the  machine)  it  has  most  liberal  propor- 
tions of  heating  surface  and  steam  room ;  the  outer  I 

I 
crown  of  the  firebox,  for  ii.j  whole  length,  being  | 

elevated  about  15  inches  above  tb«  top  of  the  bar- , 
rti  ot  the  boiler.  With  the  "elevated  crown,"  first 
adopted  by  Mr.  Rogers,  more  steam-room  and  a 
better  security  against  "priming"  is  obtained,  and 
as  it  allows  of  more  fiue-room  it  really  makes  a 
It  also  facilitates  the  entrance  of  a 


larger  boiler. 


"^We  say  this  from  no  interested  prejudice,  being 
engaged  in  the  manufacture  of  both  rolled  and 
hammered  axles ;  but  that  each  Mdo  should  be 
ftiirly  presented. 


Dum  within  the  boiler  for  examination,  or  repairs. 
The  boiler  h<is  two  steam  domes,  also,  both  pro- 
tected by  gracefully  formed  brass  coverings.  By 
the  use  of  two  domes  more  steam-room  \%  afford- 
ed, while,  from  drawing  the  steam  one-half  from 
each,  a  more  uniform  draught  of  steam  is  obtained, 
an  important  protective  against  "working  water'' 
or  priming.  The  "elevated  crown  '  is  also  a  va- 
luable protection  from  the  same  difficulty. 

The  firebox  is  protected  with  a  highly  planish- 
ed covering  of  sheet  brass,  resting  upon  wooden 
lagging.  The  ordinary  Russia  iron  covering  of 
the  barrel  of  the  boiler  is  confined  by  swelling 
brass  mouldings,  of  a  showy  and  elegant  form,  in 
place  of  the  usual  fiat  bands. 

The  "expansion  braocs"  for  connecting  the  fur- 
nace with  the  frame,  and  for  allowing  the  ex- 
pansion of  the  boiler,  without  strain,  when  heated, 
are  pecnliar  excellencies  of  Mr.  Roger's  engines, 
and  they  have  always  been  made  and  fitted  with 
as  much  care  and  accuracy  as  any  part  of  the 
running  machinery. 

The  frame,  while  it  has  no  dead  weight,  has 
great  strength.  The  pedestals  arc  welded  on,  and 
wedges  are  provided  for  taking  up  the  wear  of  the 
boxes. 

The  cylinders,  which  are  arranged  for  the  "out- 
side connection,"  are  secured  in  a  very  strong 
manner.  The  smoke  box  is  made  thicker,  even, 
than  the  shell  of  the  boiler,  and  is  stiffened  by  a 
stout  wrought  iron  ring,  rivited  within  its  forward 
end.  To  the  flat  sides  of  this  firm  support,  and  to 
the  frame,  the  cylinders  arc  bolted.  These,  with 
the  steam  chests,  are  amply  protected  from  cold 
by  handsome  brass  covers. 

The  truck  frame  takes  its  load  upon  its  cen- 
tre, but  upon  an  extent  of  bearing  surface  suffi- 
cient to  prevent  any  rocking  motion.  By  this  va- 
luable arrangement  the  truck  adapls  itself  with 
the  least  Iriction  to  curves  in  the  road,  while  jolts 
and  shocks  arc  also  better  distributed  upon  the 
main  frame.  The  truck  axles  have  both  inside 
and  outside  journals,  by  which  the  boxes  wear 
much  better  than  with  inside  journals  alone. 

The  link-motion  was  first  practically  applied  in 
this  country  by  Mr.  Rogers.  At  his  hands  its  pro- 
portions and  adjustments  have  been  perfected, 
and  its  wearing  qualities  improved.  By  the  most 
exact  compensations  its  suspension  has  been 
established  to  yield  the  greatest  equality  tf  ad- 
mission of  steam  on  both  strokes  of  the  piston. 
Beside  this,  the  "lead"  i^ regulated  so  as  to  be  the 
least  when  working  steam  through  tl»e  full  stroke 
with  a  heavy  load,  and  the  most  with  a  high  de- 
gree of  expansion  and  rapid  motion.  In  the  ma- 
terial,  mode  of , finishing,  and  adjustment  of  these 
links,  and  of  all  parts  of  the  valve  motion,  we 
can  say,  with  a  full  knowledge  on  our  own  part, 
that  they  surpass  most  others  for  durability,  ac- 
curacy and  efficiency. 

The  pumps  are  of  brass,  with  capacious  air 
chambers  on  both  their  suction  and  forcing  sides. 

It  would  be  out  of  place  in  a  general  notice  to 
•pecify  all  the  detailed  merits  of  the  class  of  en- 
gines of  which  the  "Gov.  Southard"  is  but  a  single 
member.  But  it  deserves  to  be  said  tliat  in  every 
point,  whatever  long  and  sucotssfnl  experience, 
practical  and  theoretical  skill,  and  energetic  ma- 
nagement could  accomplish,  is  attained.  We  have 
been  ibe  more  partjcular  to  refer  to  some  of  the 
leading  excellencies  of  theie  engines  as  the  greater 
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part  are  originally  due,  either  in  conception  or  in 
their  first  successful  application  to  this  firm.  The 
managing  partner,  Mr.  Rogers,  by  his  practical 
appreciation  of  improvements  has  done  more, 
probably,  to  influence  the  style  and  projtortions  of 
American  passenger  engines  than  any  other 
builder.  In  behalf  of  the  engineering  principles 
which  have  been  so  consi.stcntly  maintained  in 
this  Jonrnal,  Me  take  pride  in  exhibiting  .such 
successful  examples  of  their  practical  application 
as  his  engines  afford. 

Beyond  these  general  merits,  common  to  all  of 
the  engines  from  these  builders,  the  "Gov. 
Southai-d"  deserves  especial  notice  for  the  superb 
finish  and  elegant  and  profuse  ornament  which 
has  been  bestowed  upon  it.  In  beauty  it  rivals 
a  poetic  creation.  Every  part  has  been  subjected 
to  assiduous  labor  or  creative  art.  It  seems  like 
the  ideal  in  comparison  with  the  forbidding  real 
of  much  of  our  railroad  machinery.  Beauty  is 
an  element  deserving  of  consideration,  even  in  its 
application  to  locomotives.  With  other  engines, 
on  the  New  Jersey  road,  upon  whicli  much  or- 
nament has  been  bestowed,  they  retain  after  long 
use,  a  fine  appearance,  showing  that  with  care, 
and  the  natural  pride  which  an  cngineman  has  in 
a  handsome  engine,  this  pleasing  quality  is  not 
out  of  place  in  such  an  application. 

U  would  be  well,  if  railroad  companies  could 
know  the  importance  of  tliiic  to  a  builder,  in 
building  a  good  engine.  Engines  are  often  built 
and  delivered  in  an  unfinished  condition,  general- 
ly at  greater  cost  to  the  builder,  and  invariably 
at  a  loss  to  the  purchaser,  for  at  his  expense  im- 
perfections exhibit  themselves  and  require  reno- 
vation. Such  a  work  as  the  one  just  noticed  can 
never  be  commanded,  either  "ready  made"  or  at 
the  "shortest"  notice,  /  .     , 


Bnffalo,  Corning  anil  TStxw  Tork  Citjr  Rail- 
roadt 

A  meeting  of  the  stockholders  of  buffalo,  Cor- 
ning and  New-York  Railroad  Company  was  held 
at  Le  Roy  on  the  16th  iist.,  which  was  very  large- 
ly attended.  The  Buffalo  Courier  gives  the  fol- 
lowing summary  of  the  proceedings : 

"  The  Secretary  presented  and  read  lo  the  meet- 
ing a  very  full  and  detailed  statement  ofthe  af- 
fairs of  the  road,  from  which  we  are  enable  to 
present  the  following  brief  summary  ; 

Capical  Stock 81,400,000 

Paid  in 1,100,000 

First  Mortgage  Bonds 1 ,000,000 

Second  Mortage  Bonds 600,000 

Of  which  the  Company  have  on  hand  about  $200,- 
000  unsold.  S'400,000  of  these  have  all  been  .sold 
to  stockholders  on  the  linn  of  the  road  at  not  less 
than  80c. 

"  The  floating  debt  of  the  Company  is  about 
S200,000.  There  are  sufficient  unsold  bonds  and 
other  available  assets  of  the  Company  to  pay  off' 
the  entire  floating  debt  and  leave  a  small  surplus 
remaing,  leaving  some  8300,000  of  unpaid  stock 
yet  in  the  hands  of  the  Company. 

"  The  whole  distancs  from  Batavia  to  Corning, 
100  miles,  is  finished  and  running ;  of  the  remain- 
ing 36  miles  from  Batavia  to  Buffalo,  the  right  o: 
way  is  all  obtained,  the  bridging,  masonry  and 
grading  completed,  and  the  ties  and  fencing  stuff 
are  on  the  ground. 

"  The  first  45  milc:>  of  the  road  complete  and 
ready  for  running  cost  less  than  $13,000  per  mile. 
The  entire  portion  front  Batavia  to  Coming  cost  a 
fraction  less  than  S19,0iX)  per  mile  all  completo. 

"  It  was  resolved  with  great  unmaimity  by  the 
stockholders  to  petition  the  Legislature  to  pass 
the  bill  now  before  it  authorizing  the  Dlrectoi*8  to 
i%sue  preferred  :stock  to  the  amount  of  one-third 
the  original  capital  at  not  less  than  its  par  value, 


for  the  purpose  of  completing  the  road  at  the  eari- 
iest  possible  moment.  And  from  the  spirit  mani- 
fested by  the  stockholders  present,  there  can  hard- 
ly be  a  doubt  but  that  the  stock  will  be  immedia- 
tely taken  up,  thereby  enabling  the  company  to 
finish  the  road  to  Buffalo  with  the  neccessary  e- 
quipage  early  the  coming  season. 

"  We  learn  that  notwitstanding  the  delays  and 
detentions  that  the  management  have  had  to  en- 
counter, the  road  has  cost  less  per  mile  than  any 
other  road  in  the  State  of  New- York,  and  we  are 
assured  that  when  complete*!,  it  will  be  one  ofthe 
most  .sabstantial,  well  built,  and  best  paying  roads 
upon  its  cost  in  the  State. " 

New  Orleans  and  Mobile  Rallroadi 

The  New  Orleans  Commercial  Bulletin,  furnish- 
es the  following  synopsis  of  an  Act  which  has  re- 
cently passed  the  Legislature  of  Louisiana,  author- 
izing the  city  of  New  Orleans  to  subscribe  to  the 
stock  of  the  Pontchartrain  Railroad  Company,  lo 
enable  said  company  to  construct  a  railroad  from 
New  Orleans  to  Mobile : — 

The  first  section  authorizes  a  subscription  p:i 
the  i»art  of  the  Common  Council  of  tl,5(X),000, 
and  provides  that  the  depot  shall  not  be  locatr-d 
above  Canal  street.  Section  2d  enacts  that  the 
subscription  of  the  city  is  to  be  made  by  tho 
Mayor,  payable  in  bonds  of  ;iiil00O  each,  having 
30  yeara  to  run,  bearing  C  per  cent  interebt,  trans- 
ferable by  endorsement  of  the  President  and  Sec- 
retary. Said  bonds  may  be  converted  into  stock 
of  said  company  at  any  time  not  exceeding  five 
years  from  date,  under  such  regulations  as  the 
parties  in  interest  may  agree  to ;  that  a  tax  on 
every  species  of  property,  etc.,  now  taxable,  sliall 
be  levied  in  January  of  each  year,  to  pay  the  an- 
nual interest  on  said  bonds ;  that  the  bonds  of  the 
city  issued  for  the  stock  of  said  company  shall  be 
received  at  par  value,  and  the  stock  thus  issued 
shall  be  forever  pledged  for  redemption  of  the 
bonds. 

Section  3d  prescribes  that  no  act  of  the  Com- 
mon Council  shall  be  legal,  after  the  Ist  of  Janua- 
ry in  each  year,  until  the  railroad  tax  is  levied, 
provided  that  no  levy  for  interest  shall  be  made 
after  the  payment  of  6  per  cent,  by  the  company 
on  the  slock  held  by  the  city,  which  dividends 
shall  be  applied  by  the  city  to  the  payment  of  the 
interest ;  and  when  the  dividends  on  said  stock 
owned  by  the  city  shall  amount  to  more  than  6 
per  cent.,  the  excess  shall  be  applied  by  the  said 
Railroad  Company  to  the  purchase  of  city  bonds 
thus  issued ;  when  dividends  of  less  than  6  per 
cent,  are  received  it  is  understood  that  a  tax  for 
interest  shall  be  levied  for  difference  only.  The 
net  earnings  of  the  existing  Pontchartrain  Railroad 
are  to  be  divided,  as  heretofore,  among  the  stock- 
holder!>.  un!i!  the  extension  of  the  road  lo  Mo- 
bile. 

Section  4ih  provides  that  immediately  after  the 
passage  of  an  ordinance  authorizing  the  subscrip- 
tion aforesaid,  and  its  approval  by  the  voters,  the 
Mayor  shall  cause  bonds  to  ba  issued  to  the  com- 
pany for  the  amount  of  said  subscription,  ou  re- 
ceiving from  the  company  certificates  for  16,000 
siiares  of  tho  stock  thereof,  of  SlOO  each,  full 
paid ;  thereupon  the  Mayor  is  required  to  execute 
before  the  Secretaiy  of  said  company,  who  is  au- 
thorized to  receive  and  execute  the  same,  a  pledge 
of  said  stock  in  the  amount  of  10  shares  for  each 
$1000.  The  bonds  issued  under  this  act  are  never 
to  be  m.idc  a  basis  for  free  banking 


the  stodkbolders,  shall  notify  the  Mayor  of  their 
acceptance  of  said  ordinance. 

Section  7th  refers  to  the  election  of  Directors, 
the  representation  of  the  city  in  the  directory, 
and  the  conversion  of  the  bonds  into  stock,  the 
details  being  unnecessary  to  give  the  reader  a 
general  idea  of  the  charter. 

Section  8th  provides  that  the  company  may,  at 
any  time,  on  handing  over  to  the  Treasurer,  any 
bond  or  bonds  issued  under  this  act,  receive  fr(»n 
the  city  an  equal  amount  of  the  ca(>ital  stock  of 
said  company,  the  same  to  be  transferred  by  the 
Mayor,  subject  to  their  disposition,  the  bonds  thus 
returned  to  be  immediately  cancelled — provided 
the  city  shall  have  the  option  to  pay  the  bonds 
and  retail)  the  stock.  According  to  the  9th  and 
last  section,  the  act  takes  eflect  from  and  after  its 
pat>sage.  j  ... 


Railroads  of  Uainc. 

1  We  gkiK  below  the  cost  of  the  several  railroads, 
in  Maine),  carefully  compiled  from  the  rettuns 
wade  to  the  office  of  Secretary  of  State,  for  the 
year  ending  December  31,  1853. 
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In  addition  to  the  above  the  Boston  and  Maine 
railroad  owns  some  three  miles  in  this  State,  but 
they  keep  only  one  account  showing  the  cost  and 
operations  of  the  entire  line  from  Boston  to  the 
South  Berwick  Junction.  — .SV<j/e  of  Maine.    *;.   .• 


Hnnnlbal  and  St.  Josepli  Railroad. 

We  have  the  satisfaction  of  being  able  to  state, 
Section  oth  provides  ^lat  no  ordinancu  pj^edkhat  the  meeting  ofthe  Directors  and  Contractors 
by  the  Common  Council  shall  be  valid  until  it  is  connected  with  this  Company,  in  this  city,  has  re- 
ratified  by  a  majority  of  the  Jegal  voters  of  the  |  suited  in  placing  it  upon  a  substantial  basis,  and 
city.  Said  election  to  take  place  within  fifteen  i  the  work  will  now  be  prosecuted  jvith  all  possible 
days  after  the  passage  of  ordinance,  to  be  conduc-|  energy.     The  whole  ofthe  stock  which  remained 


ted  in  the  manner  prescribed  for  city  eltctions 
Ordinance  not  to  be  sabmiltt^d  to  the  people  on 
the  same  day  that  ordinAOC-^s  for  sirnil.i.  purposes 
shall  be  subraitlefl. 

Section  6th  declares  that  no  ordinance  of  the 
Council,  in  conformity  with  this  act,  shall  be  sub- 
mitted for  the  approval  of  the   voters  uytil   the 


unsubscribed  has  been  taken  by  £eai>tem  capital- 
ists, M:d  the  fundo  advanced  for  the  purpose  of 
pijbecuting  the  work,  accordhig  to  tL-.-  terms  of 
subset  iption.  It  is  confideutly  t-xptcted  that  forty 
miles  of  the  road,  from  St.  Hannibal  west,  will  be  in 
operation  in  Sept«mber  next,  and  the  whole  road 
is  to  be  completed  and  in  nmniog  order  to  St.  Jo- 


Directors  of  said  company,  duly  autharized  by  jscph,  in  thirty  month.    This  will  give  a  new  im 
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pulse  to  property,  tusiness  and  popluation  all  a- 
loDg  the  roate,  and  greatly  add  to  the  wealth  of 
the  State. — Missouri  Republican 

Jackson,  Tenn.,  March  13th,  1851. 
Editor  of  Railroad  jloarnal. 

Sir,  I  notice  in  the  money  article  of  a  New  York 
•daily  paper,  of  recent  date,  the  following  remarks 
touching  the  3Iobile  and  Ohio  Railroad. — "It  is 
one  of  the  great  tounk  lines  <rf  the  Southwest, 
which  the  recent  chjuige  in  the  Railway  bond  mar- 
ket has  left  in  an  unfinished  condition ;  with  a  very 
short  section,  only  completed  next  to  Mobile,  and 

.  with  little  done  beyond  the  preliminary  surveys, 
out  of  Alabama." — In  this  the  writer  has  made 
three  mistakes, — Ftrst,  the  *'lUlle"  done  out  of 
Alabama  is  as  follows ;  a  careful  location  of  the 
whole  494  miles  of  the  main  road  and  104  miles 
of  important  branches— The  "very  short  section 
completed"  is  43  miles  long.    The  successive  divi- 

.  sions  of  the  road,  counting  from  the  part  finished, 
are  now  in  the  following  stage  of  advancement, 
as  I  know,  from  my  own  personal  inspection,  and 

"  from  the  returns  ot  the  Division  Engineers. — The 
'  f  first  division  of  83)i  miles,  is  nearly  graded,  and 
is  ready  for  the  iron,  as  fast  ;is  it  can  be  laid.  The 
second  division  of  69  miles,  embracing  the  heaviest 
work  upon  the  whoje  roa<l,  is  nearly  half  graded. 
— The  third  division  of  82^4  miles,  is  two-fifths 
graded. — The  fourth  division  of  68)'2  miles,  istwo- 
fifilia  graded. — Thej  fifth  division  of  118 j^  miles, 

,  is  one-third  graded,  and  the  Paducah  branch  of 
69  miles,  the  si.\th  (division,  is  one-fourth  graded. 
In  addition,  the  Cojumbus,  Miss.,  branch  14  miles 
long,  is  two-thirds  grad«d,  and  considerable  work 
done  upon  the  Colujnbus  Kj-.  branch,  and  the  con- 
tiguous part  of  thejmaui  line,  which  together  are 
13*^  miles  longj  making  an  aggregate  of  540 
miles  under  contra<ft,  and  in  rapid  progress,  with 
all  necessary  meani  subscribed  to  prepare  them 

'  for  the  rails  in  the  following  order,  to  wit :  from 

..  Mobile  to  Pontotoa  County,  Miss.,  ii82  miles,  in- 

-  eluding  the  Columhus  Miss,  branch  ;  and  from  Pa- 
ducah, Ky.  to  Jackson,  Tenn.,  110  miles ;  in  all  of 

i  this  year ;    leaving  134  miles  between  Jackson, 

/  Tenn.,  and  Pontotoc  County,  Miss.,  including  the 

»  latter,  of  which  9-lOth  will  be  completely  griuied, 

within  the  next  12  months,  and  the  remaining  1- 

10th  in  all  of  1856.J 

The  Company  nOw  have  15,000  tons  of  rails  on 
hand,  and  arriving,  and  which  will  be  laid  during 
the  ensuing  spring  and  summer,  the  work  of  track- 
laying  having  begun  some  weeks  sincQ,  not  again 
to  be  suspended  until  the  line  is  completed. — If 
all  this  is  but  "little,"  how  much  may  be  con- 
sidered a  large  amdunt,  in  the  estimation  of  a  pro- 
'  greBsive  editor  ?      i 

Again  the  Paragjraph  reads :  "the  recent  change 

V  in  the  Railway  bonjd  market '  has  left  "the  Mobile 

,  and  Ohio  Railroad)  in  an  unfinished  condition." — 

.   This  is  wrong,  because  the  local  work  of  the  road 

.;  never  was  and  neirr  xcill  be  dependent   upon   the 

boad  market.    Its^  advancement  has  been,  and  is 

as  rapid  from  payment  of  instalment's,  as  it  would 

;,    have  been,  were  Railway  bonds  selling  as  freely 

-  as  in  1852. — Instead  of  being  "Icft^'  it  should  in 
justice  be  said,  thait  the  Company,  for  all  but  rails 
and  machinery,  aipply  provided  with  means,  has 
gone  ahead,  and  ''irft"  the  bond  market  behind. 

The  third  mistajse  is,  that  the  Mobile  and  Ohio 
.  Railroad,  as  a  bonower  for  rails  and  equipment 
'  o»iy,  is  confounded  by  hasty  ^vriters,  with  specul^ 


tive  and  trashy  enterprizes  of  local  character, 
commenced  without  means  or  system,  and  desti- 
tute of  commercial  or  public  guaranties  of  profit 
or  success.  Such  schemes  must  borrow  from  first 
to  last,  or  stoj)  and  die.  The  latter  alternative,  in 
many  cases,  is  a  blessing  to  all  parties  concerned. 
You  know,  Mr.  Editor,  the  financial  principles, 
npon  which  the  Mobile  Road  has  been  projected, 
also  its  national,  local  and  commercial,  character- 
istics ;  that  it  needs  no  exaggerated  statements, 
nor  inflated  essays,  from  any  quarter ;  nor  needs 
the  errors  and  envious  antagonism  of  opposing  in- 
terests. It  has  pursued,  and  will  pursue,  the  even 
tenor  of  its  way  to  completion,  by  applying  wise- 
ly, and  with  reasonable  dispatch,  the  means  pro- 
vided for  its  constr action,  which  are  as  follows: 

For  local  work  expended SI  ,466,000 

„      :,        „  to  be  , 3,645,676 


Total  cost  of  local  work ^6,101,576 


Total  subscriptions  for  do 56,107,676 

For  Rails  and  Equipment. 
Loan  of  the  six  per  cent. 

bonds   of  the  State  of 

Tennessee,  $10,000  per 

mile    for    r)th  division, 

118>^  miles $1,186,000       v 

Cash  loan  of  the  State  of 

Alabama  for  immediate 

payment  of  rails 400,000 

Stock  subscription  of  the 

State  of  Mississippi  from 

the    internal     improve- 
ment fund  of  that  State      100,000 
Leaving   to  be   raised  by 

sale      of      Company's 

bonds,    now   parUy    in  -  . 

the    hands    of    George  .' 

Peabody  &  Co.,  of  Lon- 
don    5,216,000     -  ; , 


Total   required   for   rails   and  equip- 
ment       6,900,000 


Total  for  the  road  and  branches $12,007,576 

Please  give  this  letter  a  place  in  your  Journal, 
and  rest  rssuried,  that  the  Mobile  and  Ohio  Rail- 
road Company  is  a  long  and  strong  working  team, 
all  pulling  together  upon  the  right  track;  and 
their  road  cannot  be  "left"  unfinished,  so  long  as 
the  people  do  all  their  own  grading,  and  good  se 
curities  for  rails  are  preferred  by  capitalists  to 
poor  ones ;  nor  retarded  by  accidental  or  designed 
misrepresentations. 
Very  respectfully  I  am  yours 

JOHN  CHILDE, 
Eng'r  and  Gen'l  Ag't,  M.  &  0.  R.  R. 

Warsaw  and  Port  Byrou  Railroad  all  Under 
Contract. 

Wo  have  gratification  of  annonucing,  sayes  the 
Oquawka  Spectator,  to  onr  readers  that  this  road  is 
now  all  under  contract — from  Warsaw  to  Port  By- 
ron— and  that  the  hi?h  character  of  the  contract- 
tors,  Messrs.  Colver,  Kent  &  Co.,  is  a  sure  guaran- 
tee that  the  work  will  be  done  within  the  time 
limited  by  the  contract. 

We  understand  the  terms  to  be,  on  the  part  of 
the  contractors,  to  build  from  Warsaw  to  Nauvoo, 
and  from  Rock  Island  to  Port  Byron  by  the  15th 
of  September  next,  and  complete  the  balance  of 
the  road  between  Nauvoo  and  Rock  Island 
within  thirty-three  months  from  the  date  of  the 
contract,  build  depots,  and  furnish  all  necessary 
rolling  stock  for  freight  and  passengers,  for  S25,000 
per  mile.  Thecontractors  to  become  stockholders 
for  one-fonrth  of  all  the  stock. 

The  Company  agree  to  pay  one-fourth  in  cash 
as  the  work  progress,  and  the  balance  in  bomls  of 
the  Company  at  par. 


Paelfle  Railroad— Contract  for   the   Sonth- 
mrest  Brancba 

Mr.  Allen,  President  of  the  Pacific  Railroad,  re- 
turned from  the  East  night  before  last,  bringing 
with  him  the  contract  for  the  Southwestern  Branch 
Railroad,  and  the  land  office  certificate,  and  list 
of  lands  selected  on  the  route  of  the  road  under 
the  grant  of  Congress.  The  amount  of  land  ob- 
tained by  the  company  is  nearly  1,200,000  acres, 
and  is  deemed  very  valuable.  The  principal  part 
of  the  selections  outside  of  the  six  mile  limit,  are 
located  among  the  public  lands  of  the  Southwest. 
The  date  of  the  approval  of  the  lists  by  the  Sec- 
retary of  the  Interior  is  March  14,  1864. 

The  contractors  for  the  Southwestern  Branch 
are  Messrs.  A.  S.  Devin  &  Co.,  of  New  York,  who 
are  spoken  of  as  an  able  and  reliable,  and  well 
known  firm  of  successful  contractors. 

With  the  exception  of  the  State  Stock  appropri- 
ated to  that  Branch  ($1,000,000,)  and  the  S500,- 
000  of  private  subscription  necessary  to  secure  it, 
the  Contractrrs  take  their  pay  in  the  construction 
bonds  of  the  company.  The  first  division,  77 
miles  and  over,  to  be  built  in  two  years  ;  the  sec- 
ond division,  about  100  miles, in  three  years;  and 
the  whole  line  in  four  years,  being  a  little  over 
271  miles  in  all.  In  the  raising  of  the  $500,000 
private  subscription,  as  a  condition  precedent  to 
obtaining  the  Stock,  the  contractors  will  assist. 

The  President  of  the  company  will  immediately 
order  books  to  be  opened  for  this  subscription  on 
the  Southwestern  Branch,  in  this  city,  and  supply 
suitable  agencies  to  canvass  for  the  purpose.  It  is 
quite  possible,  if  it  should  be  necessary  to  secnm 
it,  that  the  company  will  agree  to  make  this 
$500,000  a  guarantied  stock. — St.  Louis  Republi- 
can. 

Indiana   and  Fremont   Railroad   Company* 

Sometime  last  season,  a  company  was  organized 
with  the  above  title,  to  build  a  railroad  fram  Fre- 
mont, Ohio,  to  Union,  Indiana.  That  organization 
was^conmsumated  by  the  election  of  the  following 
officers:  Lee  Q.  Rawson,  Es(i.,  President;  Wilson 
Vance,  Esq.,  Treasurer ;  and  J.  A.  Ward,  Esq., 
Secretary.  Directors :  L.  Q.  Rawson  and  James 
Moore,  Fremont ;  C.  W.  Foster,  Rome ;  D.  A. 
Cory,  S.  Carlin,  J.  M.  Coffinbury  and  George  W. 
Gallaway,  Findlay.  The  capital  stock  authorized 
is  $1,200,000,  with  power  to  increase. 

The  road  commences  at  Fremont,  Ohio,  at  the 
head  of  navigation  for  steamboats  and  sail  vessels 
on  the  Sandusky  River,  and  passes  through  the 
flourishing  towns  of  Rome.  Findlay.  Lima,  and 
St.  Mary's,  in  Ohio,  and  terminates  at  Union,  on 
the  State  Line  of  Indiana,  where  it  connects  with 
the  Bellefontaine  and  Indianapolis  Road.  A  road 
is  also  about  being  constructed  from  Fremont  to 
Sandusky  City,  making  nearly  an  air  line  from 
Sandusky  City  to  Indianapolis ;  and  by  the  con- 
struction of  about  40  miles  of  road  in  Indiana, 
from  Union  to  the  Jefifcrsonville  Road,  will  give  a 
very  direct  line  to  Louisville.  At  Fremont,  it 
connects  with  the  Cleveland  and  Toledo  Road, 
and  at  Lina,  with  the  Dayton  and  Michigan,  hav- 
ing a  contract  with  the  latter  for  running  trains 
from  Sandusky  City  to  Dayton  and  Cincinnati,  and 
making  the  shortest  lino  between  these  points. 
The  work  from  Fremont  to  Lima,  64  miles,  is  un- 
der contract  to  Messrs.  Shoemaker,  Doolittle  & 
Co.,  who  arc  prosecuting  this  work  with  their  ac- 
customed energy.  From  Fremont  to  Findlay,  34 
miles,  the  line  is  nearly  prepared  for  the  iron,  and 
the  whole  will  be  completed  to  Lima  by  the  first 
of  September  next.  The  balance  of  the  line, 
from  Lima  to  Union,  is  to  be  put  under  contract 
immediately.  The  company  have  reliable  stock 
subscriptions  sufficient  for  the  whole  work,  includ- 
ing the  laymg  down  of  the  iron.    The  public, 
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generally,  Iiavo  heard  but  little  of  tbia  enterprise. 
The  people  along  the  line  hare  taken  hold  of  it 
with  a  determination  to  build  the  road,  relying 
mostly  on  their  own  means,  having  the  utmost 
confidence  in  its  success  and  utility ;  and  the  fact 
that  the  shrewd  and  enterprising  coatractors, 
Messrs.  Shoemaker,  DooHttle  &.  Co.,  have  taken 
hold  of  the  work,  is  a  guaranty,  not  only  that  it 
will  be  prosecuted  to  a  speedy  completion,  but 
that  it  will  also  prove  to  be  a  profitable  invest 
ment  for  the  stockholders.  :  ^  .•  ■ 


Th«  Crjratal  Palace*  l-  : 

The  extent  of  the  losses  suffered  by  this  "cola 
viity"  have  been  fully  shown  by  the  labors  of  the 
investigating  committee : 

It  appears  iu  substance,  that  the  indebtedness 
of  the  Association  is  about  $170,000.  The  loss 
on  the  Exhibition  is  estimated  from  the  1st  Jan'y 
last  to  the  9th  March  inst.  at  a  little  over  $19,000, 
or  about  $134  per  day.  It  appears,  therefore 
that  the  Company  has  sunk 

Its  whole  capital $489,000     .. 

All  its  receipts,  about  380,000       V    ' 
And  Is  in  debt 170,000 


Totol $1,089,000 

Against  which  it  has  the  Crystal  Palace  build- 
ing, insured  for  $91,000,  Kiss's  Amazon,  &c. 

The  result  shows  how  New  Yorkers  do  some 
things.  While  they  manage  as  well  as  any  other 
body  of  men,  matters  that  come  within  the  sphere 
of  their  own  duties,  or  employments,  there  are 
none  that  make  a  worse  figure  in  the  supcrinten 
dence  of  such  as  do  not.  Private  cnterprize  might 
have  made  a  good  thing  out  of  the  Crystal  Palace, 
which  has  proved  such  a  disastrous  speculation 
in*the  hands  of  a  most  highly  respectable  body  of 
men,  who  acted  under  no  other  responsibilities  or 
motives,  than  those  usually  felt  by  directors  of  a 
company,  in  the  result  of  whose  success  they  had 
not  a  large  pecuniary  interest. 

f^i       Chtcagpo  and  MUslsslppl  Railroad* 

The  Alton  Telegraph  famishes  the  following 
statement  in  reference  to  the  progress  of  this 
work. 

We  are  informed  that  the  work  upon  the  Alton 
and  Chicago  Railroad,  beyond  Bloomington,  has 
been  resumed.  The  road  is  in  charge  of  Mr.  Gar- 
diner, the  Chief  Engineer  of  the  Company,  and 
will  be  pushed  to  completion  with  all  disi>atch  to 
Joliet,  whence  it  will  be  extended  by  the  cut  oflf  to 
Laporte  in  Indiana.  The  line  is  in  an  advanced 
state  of  forwardness,  the  greater  portion  of  it 
being  graded  and  ready  for  the  superstructure 
I  he  rails  are  already  laid  several  miles  north  of 
Bloomington,  and  several  miles  south  of  Joliet 
Large  quantities  of  iron  are  now  going  up  from 
this  point,  intended  for  the  Chicago  road.  There 
appears  to  be  a  reasonable  certainty  that  the  road 
will  be  finished  through  to  Joliet  during  the  com- 
ing season,  thus  shortening  the  time  to  Chicago 
several  hours. 

In  regard  to  the  "Laporte  Cut-oflT,"  over  which 
Chicago  has  made  so  much  ado,  we  have  been 
told  ^at  the  contractors  arc  pushing  it  throiigh  to 
Joliet  as  rapidly  as  money  and  men  can  accom- 
plish it.  A  large  force  has  been  upon  it  during 
the  greater  portion  of  the  winter,  preparing  it  for 
the  raHs.  The  Southern  Michigan  Company,  who 
are  building  it,  have  likewise  the  control  of  the 
Alton  and  Chicago  road.  The  two  lities  together 
will  form  a  road,  leaving  Chicago  nearly  fifly 
miles  to  the  North,  and  intersecting  the  Southern 
Michigan  road  at  Laporte,  a  point  near  the  south- 
em  shore  of  Lake  Michigan.  When  these  con- 
nections are  completed,  the  running  time  to  New 
York  city  will  be  less  than  70  hours. 


Atlantis  and  St>  Lawrence  Railroad. 

The  followin^j  abstract  of  the  annual  report  of 
the     Atlantic  and   St.   Lawrance  Railroad  Co., 
shows  the  condition  of  that  road,  December  31 
1853. 
Length  of  Line — 149  miles. 
Weight  of  Rail— 63  lbs  per  vard. 

Capital  paid  in. " §1,692,200  00 

Amount  of  indebtedness, 3,614,520  01 

Amount  due  Corporation, 53,648  85 

Number  of  passengers  in  1853, 161,354 

"     through    "  ".  64,047 

way       "  «  97,308 

Received  from  passengers, SI 30,435  26. 

freight, 167,733  40 

"  "         other  sources,....         17,869  34 


To  North 

Br.  Am. 

1843. 

...   23,518 

1844. 

...   22,924 

1846. 

...    31,803 

1846. 

...   43,439 

1847. 

...109,680 

1848. 

...   31,066 

1849. 

...   41,367 

1850. 

...   32,961 

1861. 

...   42,606 

1862. 

...   32,876 

Australia 

if'C. 

Total. 

5,359 

57,212 

4,102 

70,686 

3,160 

93,501 

4,173 

129,851 

6,486 

258,270 

28,791 

248,089 

38,681 

299,498 

24,810 

280,819 

26,004 

335,966 

91,630 

308,764 

Total  receipts  in  1853, S:J10,038  00 

Number  of  Depots, 28 

"            Engine-houses, 6 

Shops, 1 

Engines, 23 

Cars, _    453 

.Miles  run  by  Passengers  trains, —  173,374 

."            Freight              "  155,341 

other                 "  29,187 

Whole  number  of  Stockholders, —  1,886 

"            residing  in  Maine,..  1,836 

Dividends  in  1868,  6  per  cent. 

The  line  to  Montreal  was  not  opened  in  season 

to  materily  affect  the  earnings  ofj  the  past  year 

Emigration  fk-om  Great  Britain. 

The  following  table,  copied  from  authentic  re- 
turns shows  the  extent  of  the  emigration  from 
Great  Britain  at  the  present  time,  and  its  annual 
increase  for  the  past  ten  years,  ending  in  1852 

To 

V.  St. 

28,335 

43,660 

68,638 

82,239 

142,164 

188,233 

219,460 

223,078 

267,357 

244,261 

The  present  rate  of  emigration  is  over  1 ,000  per 
day,  and  is  rapidly  increasing.  The  effect  of  this 
rapid  efflux  of  popalation  must  be  to  raise  the 
rate  of  wages  in  England  to  very  nearly  the 
standard  paid  in  this  country,  and  will  be  very 
likely  to  destroy  the  advantage  which  cheap  labor 
has  given  to  the  manufacturing  establishments  of 
that  coimtry  over  those  of  the  United  States. 

Cincinnati,  Vnlon  and  Fort  Wayne    Rail- 
road. 

This  road  is  an  extension,  virtually,  of  roads 
now  in  operation  from  Cincinnati  and  Dayton  to 
Union,  Indiana;  to  Fort  Wayne,  on  the  Wabash 
and  Erie  Canal.  Being  the  commercial  center  of 
one  of  the  best  portions  of  the  Wabash  Valley. 
Fort  Wayne  is  an  important  point,  and  one  from 
which  a  railway  connection  with  Cincinnati  is 
very  desirable. 

The  route,  in  passing  nearly  due  South,  to  Un- 
ion, will  accommodate  a  section  of  the  State  which 
is  now  nearly  deprived  of  railway  facilities ;  but 
which,  on  account  of  its  exceeding  productiveness 
in  grain  an4  live  stock,  is  adequate  to  the  most 
ample  support  of  the  road  proposed. 

We  are  happy  to  be  able  to  announce  the  pros- 
pect of  a  vigorous  prosecution  of  the  work  on  this 
line,  from  Union  to  Fort  Wayne.  The  President 
of  the  company,  Jeremiah  Smith,  Esq.,  has  recent- 
ly visited  this  city,  and  Boston,  to  perfect  arrange- 
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mcnts  for  the  iron  necessar}-  to  complete  tb4  road, 
and  there  is  now  every  prospect,  we  are  aaured, 
that  it  will  be  opened  for  business  as  soon  las  tha 
track  can  be  laid.  As  the  management  4{  this 
enterprize  is  entrusted  to  men  of  large  expefience, 
great  prudence,  and  unfaltering  enei^,  we  kntici- 
pate  for  it  a  speedy  completion  and  highly  remu- 
nerating business. 


Growth  of  Detroit. 

We  clip  from  the  Detroit  Tribune  the  aiinesed 
figur^ exhibiting  the  growth  of  Detroit  ia  popu- 
lation since  1810.  It  will  be  seen  that  her  pro- 
gre;s  in  this  respct  is  very  rapid  and  cxcelletl 
by  few  of  her  compeers.  The  amount  of  taxable 
proi>erty  returned  for  the  year  1853  was,  $10,- 
741,115.  The  Tribune  also  furnishes  a  long  and 
interesting  review  of  the  business  of  the  city  in  its 
various  branches  denoting  a  progress  in  indtstrial 
affairs  and  commercial  operations  quite  as  grati- 
fying as  that  of  her  population.  The  Tai>'j n^  says  : 
A  few  figures  will  show  the  rate  of  increase 
in  population  to  the  present  time. 

The  population  in  1810 770 

do.  1820 2442 

do.  1830 2*222 

do.  1840 9^193 

do.  1844 10,989 

do.  1846 \%Mlk 

do.  1860 21*067 

do.  1862 26',648 

As  taken  in  the  summer  of  1863 84,439 

This,  kowever,  includes  only  those  strictly  with- 
in the  corporate  limits,  while'there  is  both  above 
and  below  the  present  boundaries  a  space  quite 
equal  to  either  of  the  city  wards  built  up,  and 
inhabited  by  i)eople  whose  entire  occupation  and 
interests  are  in  the  city,  and  who  should  therefore 
properly  be  enumerated  with  it.  Adding  these  to 
the  number  stated  above,  and  we  have  a  popala- 
tion of  nearly  or  quite  40,000.  The  increase  for 
the  year  1863  was  about  36  per  cent.,  and  from 
the  many  large  enterprizes  now  setting  forward, 
and  the  extensive  preparations  for  building,  we 
cannot  anticipate  at  the  close  of  the  current  year 
a  population  of  less  than  60,000  or  55,000.  In 
every  direction  the  city  is  extending  itself  beyond 
its  present  limits,  new  streets  are  being  opened, 
shops,  dwellings  and  stores  being  erected  in  dis- 
tricts where  both  convenience,  health  and  security 
require  the  extension  of  the  city  laws  and  police, 
as  well  as  improvements  for  drainage,  water,  pav- 
ing, &c.  It  is  hoi)ed  that  the  charter  may  be 
amended  at  the  earhest  possible  date,  to  embrace 
such  sections  as  are  thus  situated.  The  value  of 
property  there  will  be  greatly  enhanced,  and  the 
interests  of  the  city  promoted. 

Korwicli  and  IVorecster  Railroad, 

The  Legislaturt*  (  f  Massachusetts  has  passed  a 
bill  extending  the  loan  for  $400,000  made  to  the 
Norwieh  and  Worcester  Railroad  Company  in  1836, 
and  which  comes  due  in  1856,  twenty  years  be- 
yond its  maturity,  at  5  per  cent,  per  annum.  The 
act  provides  that  the  State  Treasurer  shall  sell 
$400,000  State  Five  per  Cents,  and  place  the  pre- 
mium obtained  for  the  same  to  the  credit  of  the 
Railroad  Company,  as  the  nucleus  of  a  sinking 
fund,  to  be  increased  by  the  payment  by  the 
company  of  $10,000  per  annum,  which  the  Treasu- 
rer is  to  have  placed  on  interest,  and  compounded 
until  the  whole  debt  is  liquieated.  This  places 
the  funded  debt  of  that  company  in  a  most  desi- 
rable position.  Of  floating  debt  it  has  ncme ;  and 
what  is  very  remarkable  in  the  history  of  railroads, 
the  construction  account  has  been  reduced  with- 
in the  past  three  years  instead  of  increased 

Oela^rare  Railroad. 

The  Directors  of  the  Delaware  Railroad  haT« 
contracted  to  build  the  whole  line  from  the  New> 
castle  and  Frenchtown  road  to  Seaford.    '  -;' 
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New  J«rsey    Camrteii    and    K«y  Port    Rail 
Roadi 

The  New  Jersey  I^egislature  has  passed  a  law 
chartering  a  company  to  construct  a  railroad  from 
Camden  to  Keyport;  which  will  he  in  a  straight 
line  from  Phildelphia  and  New-York.  The  road 
will  pass  through  Mount  Holly,  New-Egypt  and 
Freehold  to  Keyport:  Another  road  is  also  char- 
terad  to  run  from  Kleyport  to  Tom's  River,  and 
thence  to  Delaware  Bay  and  Cape  May. 


Howland,  Burgess  &  Smttth, 


TUANUFACTUREE3  of  PURE  SPERM  OIL  lor  RaiiroaJ 
^'*  Engines  and  Lamiio.  Of  Beflned  Whale  Oil  now  no  generally 
UBed  fbr  car  KiAeeb.—Work.^,  A'fit  Bed/oni  Mas.^—Slotc,  Al 
bany,  N.  V. 

Orders  (directed  to  either  place)  respectfully  solicited  from 
<$u;>ert>i/«nden/«.— AUOMwurnuitcdiHirc  aud  ivrfectly  eatisfac- 
tory.  1 


Pneumatic  Pile  Driving^. 

FOUNDATIONS  FOR  BRIDGES,  PIERS  &C. 

By  THE  PNEUMATBC  procesa  hollow  cylindrical  piles  or 
tuboK  from  eight  incites  to  ten  l^t  diaineter  can  be  driven 
through  eand,  mud,  clay  or  other  material  to  any  required  depth. 
The  complete  success  which  has  attended  the  operations  of  this 
process  shows  it  to  be  eminently  practicable  in,  and  much  the 
beet  method  known  for,  the  construction  of  railroad  bridges 
•cross  (.deep  and  rapid  rivers  wber*  permanent  foundation*  ol 
great  streagth  are  neceseary,  and  have  to  be  iiecured  at  great 
depth. 

Applications  for  license:  for  the  use  of  the  invention  in  aojt 
part  of  the  United  States  may  be  made  to  H.  V.  POOR,  Esq., 
Editor  of  the  Americon  Bailroud  Journal,  9  Spruce  street ;  or 
Ibr  contracts  for  pile  driving,  or  licenses  a-s  above  to 

CHARLES  PONTEZ. 

March  25th,  1854.  New  York. 


Notice  to  Contractors. 


PACIFIC  RAILROAD  OF  MISSOURI. 

SEALED  proposak  will  he  reccired  by  the  un- 
dersigned, at  their  office  in  the  city  of  St. 
Louis,  txntil  six  o'clock,  p.  m.,  of  the  15th  day  of 
May  next,  for  the  Grading,  Masonry,  etc.,  of  the 
first  division  of  the  South-west  Branch  of  the  Pa^ 
cific  Railroad,  extending  from  Franklin  Depot,  the 
present  terminus  of  the  road,  some  40  miles  West 
of  St.  Louis,  to  the  crossing  of  the  Qascenade 
River,  a  distance  of  about  78  miles.  The  line 
will  be  divided  into  sections  of  about  one  mile 
each,  and  proposals  luay  be  made  for  one  or  more 
sections.  The  lino,  plans,  profiles,  specifications, 
form  of  contract,  etc.,  will  be  ready  for  inspection 
on  and  after  the  first  day  of  May  next.  The 
work  to  be  let  is  quite  heavy,  situated  in  a  healthy 
country,  and  is  easy  of  access. 

The  undersigned  reserve  to  themselves  to  reject 
all  proposals  that  are  not  satisfactory. 

A.  S.  DIVEN  &  CO. 

March  24th.  1854. 


Notice  to  Capitalists. 

THE   GREENVILLE   AND   COLUMBIA  RAIL- 
ROAD COMPANY 

Now  offers  for  sale  their  Coupon  Bonds,  re- 
deemable in  ten  yeps,  bearing  interest  at  seven 
per  cent,  per  annum,  payable  semi-annually,  se- 
cured by  mortgage  of  the  entire  Road,  being  the 
first  lien  upon  it. 

For  a  full  understanding  of  the  purposes,  value 
of  the  property,  and  prospects  of  the  Company, 
the  following  statement  is  made.  It  is  proposed 
to  issue  Coupon  Bonds,  to  the  amount  of  three 
hundred  thousand  dollars  which  with  those  already 
issued  will  make  the  Bound  debt  S800,000.  The 
mortgage  of  the  Road  bearing  date  the  eighteenth 
histant,  is  to  cover  these  Bonds,  as  well  those  is- 
stad,  as  those  to  be  Usutd,  to  the  amount  of  S800, 
POO,  and  no  more. 

The  Road  was  finished  on  the  9th  December 
last,  is  well  equipped,  and  m  fhll  and  succesful 
operation.  The  entire  length  of  the  Road,  includ- 
ing its  Branches,  is  164  miles,  and  cost  as  fol- 
fows: 


Surveying   and   Engi- 
neering,   S  66.881  34 

Right  of  way 10,441  89 

Graduation, 474,787  69      .-,   :./., 

Masonry, 323,50  00 

Trestle  Bridging, 88,36169 

Broad  River  Bridge,..      37,67133 

Saluda  Lower  Bridge,       6,630  78 

Saluda  Upper  Bridge,       8,416  48 

Timber  for  Tracks, .. .    158,18123      •:    :  ': 

Iron  Rails, 676,236  69      -«^  • 

Spikes  and  Chairs, . . .     50,891  30  ;    ; 

Superstructure      aud  •    s.  \-.  . 

Track  Laving 94,921  42 

. $1,604,560  74 

Real  Estate S  22,764  90  .       . 

Depots  and  Water  Sta- 
tions,      44,745  52 

Workshop  Building,..      17,125  64 

Machinery  for  Work- 
shop       16,702  19 

101,328  15 

Locomotive  Engines,. S119,176  48 

Passenger  and  Freight  '  ». 

Cars, 130,000  00        249,176  48 

$1,955,065  37 
Accounts  for  Materi-  ..  .  . 

als,  Work,  &c.,  en-  ' 

tering  into  construc- 
tion, not  yet  fully  '  •    ' 
ascertained,        but 
supposed      to      bq 
about, HX),000  00 

■  2,056,065  37 
Capital  Stock  paid  in.Sl, 100,029  49 
Assessment  on  Stock  '. 

paid  in, 131,937  20        .        , 

$1,231,906  75 
The  Earnings  of  thcRoad  for  the  last  three  months 
in  an  unfinished  condition  were  as  follows : 
October— From  Freight.  ..S12.761  13 
From  Passsengers    8.321  17 

From  Mail, 700  00 

$21,782  30 

November— From  Freight,  ft  9,764  41 
FromPasseng's  8,403  35 
From  Mail,...        800  00 

S18,967  76 

Decembci— From  Freight,. S12,205  26 
FromPasseng's  9,034  00 
From  Mail,....        900  00 

$22,139  26 


Notice  to  Contractors. 


For  three  Month*, $62,889  32 

The  whole  expenses  of  the  Road,  it  is  believed, 
will  not  exceed  $11,000  per  month,  or  60  per  cent, 
on  the  earnings,  the  Road,  for  the  greater  part, 
is  well  constructed — of  good  materiel  and  heavy 
iron,  and  could  not  now  be  made  and  furnished  as 
it  is  for  less  than  $3,000,000. 

Bv  order  of  the  Directors, 

THOMAS  C.  PERRIN.  Preiident. 

January  18th,  1854. 

N.  B.  The  Bonds  can  be  had  by  applying  to 
Mr.  Jacob  Cohen,  of  Charleston  ;  Mr.  J.  P.  South- 
ern, of  Columbia,  or  t«  me  at  Abbeville  Court 
House.     Bids  for  these  Bonds  are  requested. 


Railroad  Iron. 

10^^^  TONS  superioi  quality  Yi>rlcshirerail-<  do  (KXinds 
«OvPl_F     T  pattern  can  Iw  immediately  dHivere<l   at 
New  York,  Savannah,  or  New  Orloan-*. 
For^'ate  l^y 

NAYLOR  Sc  CO. 
Nev  York,  April  lit,  1854. 


Brass  Tubes  for    Liocomotive 
and  Marine  Boilers. 

TH£  undersigned  having  been  appointed  Agent  for  the  highly 
respectable  manufacturers  Messrs.  Allen,  Everitt  A  Son  of 
BirminKham,  U  prepared  to  take  orders,  at  llxeJ  prices,  for 
Bras-i  Tubes  of  all  diameters,  for  Engines.— For  flutlier  particu- 
lars and  inspection  of  patterns,  nlea^  apply  to 

»-       "^  »         j^j^'jj  jj  HICKS, 

March  1854  SO  Beaver  atr. 


fisa 


Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina ; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina ;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  viaClay  ton,  Georgia,  Franklin  North 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Tumiptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Tumiptop  Mountain  to  the  Rabun 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  of  5800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length  : 
a  suspension  bridge  across  the  Chatnga  River  500 
feel  long,  with  some  very  heavy  earth  and  rock 
cats.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessee  River ;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  some  of  which  is  rock ; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet.  From  Hardens  to  Knoxville,  a  distance 
of  45  milt's,  the  line  follows  the  river  about  eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville  ;  thi.<> 
portion  of  the  road  Is  heavy  work,  with  about 
equal  quantities  of  cut  aud  fill,  an  expensive  bridge 
1000  feet  long  and  46  feet  high,  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
and  from  Franklin  to  Anderson,  stratified  sandstone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  throu^li  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way ofl'ers  great  inducements  to  experienced  con- 
tractors, 'i'lic  undersigned  will  be  prepared  to  re- 
ceive propobals  und  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  the 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  bo  been  at  each  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with'cash  payments,  also  eighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13  ANSON  BANGS  &  Co. 


Z£RAH  COLBURN, 

CIVIL  AND  MECHANICAL  ENGINEER. 
AFCERS  his  services  to  Railroad  Companies  and  others,  U  de- 
"  signing  and  coratructing  Locomotive  Engines  of  superior  ad- 
aptation and  efficiency. 

Befers  to  Chas.  Misot,  Supt.  N.  Y.  and  Erie  Railroad ;  Wm. 
Raymofd  Lke,  Pres't,  OgJeusburg  railrooll ;  G.  W.  Whistle*, 
Esq  ,  Vice  Pres't.  New  Haven  railroad  ;  Eooem,  Kktchum 
&  aa08T«»oa,  Paterson,  N.  }.,  0.  M.  Hvbb,  Esq ,  Detroit. 
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W.  BALDWIN  &  CO.,  Engineers, 

Broad  and  BaniUtoo  atreeta,  Philadelphia, 
IITOULD  call  the  attention  of  Railroad  Managers,  aitd  tboae 
"  iatereeted  irr  Railroad  Property,  to  their  Svstbm  of  Loco- 
MOTITI  Enoises  in  icliich  they  are  adapted  to  tlie  particultxr 
business  for  iclitch  thaj  may  bt  required ;  by  tlie  use  of  o«ie, 
two,  three  or  (bur  pair  of  driving  wheels ;  and  the  uae  of  the 
whole,  or  so  much  of  the  weight  as  may  be  desirable  for  ad- 
betioo :  and  in  accomtnodatiug  tliem  to  the  grades,  curves, 
streDgtk  of  superstruction  ansl  rai!  and  work  to  bo  done. — By 
these  means  the  maiiraui.i  u-cful  effect  of  the  power  it  secured 
with  the  least  eipeiiie  for  attendance,  cost  of  fuel  and  repairs 
to  Road  and  Enfe-in.-.  With  these  objects  In  view  and  as  the 
result  of  twenty- three  years  practical  ewerience  in  the  busiitess 
by  our  senior  Partner  we  maniilacture  Fire  different  kind:  of 
Engines  and  several  classes  or  sizes  of  each  kind. 

Particular  attention  paid  to  the  strength  of  the  machtne  in  the 
plan  and  icorkmanship  of  all  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  offer 
these  engines  with  the  assurance  that  in  efficiency,  economy  ai 
durability  they  will  compare  fevorably  with  thoie  of  any  other 

kind  in  use.  «  „ 

We  also  furnish  to  order,  Wheafi,  Axles,  Bowling  T.re  (to  fit 
centres  without  boring),  Conipo.^itiou  Castings  for  Bearings; 
every  description  of  Copper  Sheet  Iron  and  Boiler  work  ;  ana 
every  article  appertainini;  tn  Uie  repair  or  renewal  of  Loco- 
motive Engines. 

M.  W.  BALDWIN.  MATTHEW  6AIKD. 


C.  Floyd- J  ones., 

Division  Engineer  3d  and  Uth  Divisions. 

iLLisois  Cestkal  Railroad. 

Vatidalia,  III, 


Boiler  and  Tank  RiTets, 
Nnts  and  Washers; 

All  Sizes  of  ,-       ;■ 

Bolts  and  Bolt  Ends 

for  Sale  by 
BRIDGES  ii  BROTHER, 

64  Courtlaiid  at,,  N.  T. 

To  Railroad  and  Canal  Co/s, 
Contractors,  See. 

THE  undersigned  would  direct  the  aitentioii  of  Chief  En- 
gineers and  Contractors  to  the  facilities  tlicy  possess  for 
supplying  them  with  laborers,  mechanics,  &.C.  of  any  deecrip- 
tion,  and  also  to  inform  them  that  they  forward  mch  men  to 
whatever  dottination  they  may  be  requirixl. 

Companieti  or  Contractors  desirous  o  J  receiving  steady  and 
uidustrious  men,  will  be  promptly  supplied  at  the  shortest  pos- 
sible notice. 

JOHN  J.  HELLING  &  CO. 
No.  86  Greenwich  btreet,  New  York. 

New  Y oris,  and  £rie  R.  R. 

PASSENGER  TRAINS 

leave  Pier  (bot  of  Duane  street, 

as  foUowa,  viz: — 

Buffalo  Express,  at  7  a.  m.  for  Buffalo  diri«ct,  over  the  N. 
Y.  d^  E.  B.  R.,  and  the  B.  &  N.  Y.  City  R.  K.,  \>  lihout  change 
of  baggage  or  cars. 

BIail,  at  Si^  a.  m.  for  Dunkirk  and  Buflkk>,  and  intermediate 
stations.  This  train  remains  over  night  ut  Elmim,  and  proceeds 
the  next  morning. 

Wat  Express,  at  12)^  p.  m.  for  Dunkirk,  and  intermediate 
■Utiona. 

AccoxMODATiov,  at  3  p.  m.  for  Delaware  and  intermediate 
•tatioDS. 

Newburo  ExpRBsa,  at  4  p.  m.,  for  Newburg. 

Wat  Passengkk,  at  4  p.  m.,  for  Piermont  and  intermediate 
stations. 

Night  Expkbss,  at  5  p.  m.  for  Dunkirk  and  Bufl^to. 

On  Sundays  only  one  Express  Train — at  5  p.m. 

These  Express  Trains  connect  at  Dunkirk  with  the  Lake  Sbors 
Railroad  for  Cleveland,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 
^^ CHA8.  BigyOT.  Sup^t 

Railroad  Iron. 

Q|"k/Y\  TONS  Railroad  Irin,  weighing  about  59 
/CKAJyJ  lbs.  per  yard,  "  Erie"  pattern  oTQ  L  and 
"  Crawshay"  manilta'rture,  now  on  the  way  from  tlie 
•hipping  ports  in  Great  Briuin  to  thia  port,  for  Bale  by 
P.  CHOUTBAU,  Jr.,  SANPORD  A.  CO., 
Decamber  4,  IVIl.  No.  61  New  ctroat 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  tirst  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 61  Courtland  Street. 

New  York,  Feb.  2l8t,  1854. 

Railroa<l  L«etting^.    .:  r 

PROPOSALS  will  be  received  by  tho  under- 
signed at  the  Engineer's  Office,  Dover,  Dela- 
ware, until  March  14th,  inclusive,  for  the  Gradua- 
tion, Masonry  and  Superstructure  of  the  DELA- 
WARE RAILROAD,  extending  frym  the  New 
Castle  and  French towTi  Railroad  to  Seaford,  a 
distance  of  70  miles,  through  a  healthy  rLgioii, 
and  convenient  to  procure  hands  and  supplies. 

The  work  will  be  divided  into  sectioni>  of  about 
4  miles  each. 

Maps,  profiles,  and  specifications  will  be  ready 
for  the  examination  of  contractors,  after  the  1st 
of  March. 

Bidders  personally  unknown  to  the  undersigned, 
will  be  expected  to  produce  satisfactory  evidence 
of  their  responsibilitv. 

D.  H.  KENNEDY, 


Dnggan^s        ork  on  Bridges. 

SPECIMEN'.S    OF    THE: 

STONE,  IRO\  AND   WOOD  BRIDGES, 

VIADUCTS,  Tunnels,  Culverts,  etc.,  of  the 
United  States  Railroads ;  illustrated  by  a  se- 
ries of  drawings,  from  actual  measurement  of  the 
works ;  including  plans,  sections,  elevations,  and 
details  of  each  structure,  and  an  appendix,  illus- 
trative of  the  art  of  bridge  building,  as  at  present 
practiced  in  Europe. 

lUustraUd  With  Numerous  Accurately   Engraved 
Drawings. 

15  Numbers,  75  Cents,  each. 

%*A  few  sets  of  the  above  work,  may  be  had 
by  applying  to  the  subscriber. 

JOHN  WILEY,  167  Broadw»y. 


Notice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  RAILWAY 
New  Brcnswicr. 

PROPOSALS  will  be  received  by  the  under- 
signed at  his  office,  Princess  street,  St.  John, 
N.  B.,  up  to  the  6th  day  of  April  1864,  for  the  en- 
tire  construction  of  that  portion  of  the  Eastern 
Division  of  the  above  Railway  extending  from  the 
crossing  of  the  Road  from  Scbediac  to  Dorchester 
to  the  Bend  of  the  P«titcodiac  River  being  a  dis- 
tance of  about  twelve  miles,  comprising  Um 
Grubbing,  Grading,  Masonry,  Bridging,  and  the 
Ballasting  and  Laying  of  the  permanent  Road. 

The  work  will  be  divided  into  two  seclioDS 
which  being  adjacent  to  others  to  be  proceeded 
with  on  their  completior^  is  well  worthy  the  atten- 
tion of  Contractors.         ! 

Proposals  maybe  made  for  one  or  both  sectioni 
and  with  or  without  the  pormant-nt  Road  iuid  Bal> 
lasting. 

Plans  and  Specifications  will  be  ready  fur  the 
iu8i)ection  of  bidders  on  and  afler  the  6th  day  o  f 
March  at  the  above  office  where  all  other  neccssa- 
ry  information  may  be  obtained. 

-    W.  E.  ROSE. 

Si.  John,  N.  B.,  27th  Feby  1854. 


feb.l8-tml4 


Resident  Engineer. 


Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  con- 
tracts for  Railroad  Iron,  of  Messrs.  Giie><t  &  Co.,  or  other 
leading  manulheturers'  make,  delivered  free  on  board  vessels  in 
England  or  in  this  conntry. 

BOORJIAN,  JOHNSTON  &  CO., 
Sept  7.  tK>  Broadway,  New  York. 


Notice  to  Contractors. 

Ojlcc  of  the  MUwaukcc  and  Iloricoii  R.  R.  Co. 
Milwaukee,  Wis.,  March  16th,  1854. 

PROPOSALS  will  be  received  at  this  office  till 
the  first  day  of  May  next  for  the  construction 
of  the  second  division  of  the  Milwaukee  and  Ho- 
ricon  Railroad,  from  Horicon  to  Berlin  a  distance 
of  forty-two  miles  or  sections  thereof. 

Maps,  profiles  and  specifications  will  he  ready 
for  the  examination  of  bidders  QpK  and  after  the 
tenth  day  of  April  next.  '''   • 

JOHN  B.  SMITH, 
Pres't  M.  &  H.  R.  R.  Co 


To  CiTil  Engineers  and  Snr- 
veyors. 

TRANSITS,  Level  and  SurveyorsCompajsoe Manufactured  w 
the  moat  improved  priiicii>le  and  of  the  Best  Quality 

by  THOMAS  HUNT, 

'     - '  •    ■  No.  03  Fulton  Street, 

lylO*  Neu)  York. 

FFICE  OF  THE  CLEVDLAND  AND  TOLE- 
DO RAILROAD  CO.— No.  18  WUliam  Street 
—New  York,  15th  March,  1854.— DIVIDEND.— 
A  semi-annual  Dividend  of  5  per  cent,  on  the  cap- 
ital stock  of  this  company,  has  this  day  been  de- 
clared, payable  in  cash,  at  the  office  of  the  com- 
pany, on  and  after  the  6th  April  next.  Certifi- 
cates of  stock  in  either  of  the  late  companies, 
(Junction,  or  Toledo,  Norwalk  and  Cleveland,) 
will  be  required  to  be  exchanged  for  certificates 
of  this  company,  before  dividends  are  paid.  The 
transfer  books  will  be  closed  from  the  25th  inst., 
to  the  6th  April. 

By  order  of  the  Board  of  Directors, 

E.  B.  LITCHFIELD, 
mh.l7  Im.  Treasurer. 


Railroad  Iron  Via  Q^nebec. 
JOHN  ANDERSON  &  CO. 

COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

Q^uebec  and  Montreal. 

PARTIOITLAR  sttcntioo  given  to  the  Transhipment  Of  Iron, 
^  4ix.,  in  Transitu  for  the  Western  Lake  Ports,  and  to  tlie  Ship- 
ment of  Bails  In  Great  Britain. 
Quebec,  Dec.  i,lil>Z. 


Railroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  thsir  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  an<l  men  are 
forwarded  to  anv  part  of  the  Union. 

MORRIS  &,  COIINERT, 
European,  American  Employnunt  Office, 
287  Broadway,  comer  Be«de-sL 
3t  Under  the  Irving  House,  New  York. 


THE 

New  Yorker  Handels-Zeltnng 

A  GERMAN  Conmiercial  Paptr,  cantaining  Pfiew  Onrrcnt, 
Marliet  Re|x>rts,  £xehaa(e  and  Stock  Rsitea,  w^tT'-^  Lirt 

and  Corrospondences  from  all  parts  of  the  world,  appears  twica 
a  week  in  two  sej>arate  editions,  viz  :  one  for  home  circulatioti, 
publi.-hed  each  Wednesday  ami  Saturday  morainj; ;  the  other 
for  circulation  in  Europe,— the  only  (Jerraan  Paper  pubhshed  ia 
the  United  s^tates  adnutted  to  Uie  German  States — appears  be- 
fore tlie  departure  of  each  mail  steamer  for  Europe.  Terms  — 
The  paper,  per  annum,  at  New  York,  $5,  Jor  U«nnaiiy,  ftii 
Pootage  included,  $11,  and  <br  all  oter  parta  of  Europe^  the  0. 8. 
Poiftage  inclus.,  $S.    Advcrtisemeiit«>  taken  at  lit>enil  tem.8. 


To  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI, 

THIRD    A.ND    FOURTH    DIVISIONb. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  thi.s  road,  (extending  from  the  Mis- 
souri river  at  JelTcrson  City,  passing  near  George- 
town and  Warrcnsbtirgh,  to  the  Missouri  river  near 
Independence,  about  160  miles,)  so  soon  afler  the 
first  of  May  next,  as  satisfactory  proposals  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  ofiisr- 
ered,  or  such  parts  as  particular  contractors  may 
select  in  form  and  quantity  to  suit  the  Interests  of 
the  company.  Proposals  are  asked  for  by  the  cu- 
bic yard,  with  cash  payments ;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  and  one  third  in 
county  and  railroad  mortgage  bonds  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  Pacific  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  in  opera- 
tion; the  second  division  to  Jeflerson  City  under 
present  course  of  construction. 

The  third  and  fourth  divisions  now  offered  pass 
over  a  high,  rolling  mixed  prairie  and  Umbered 
country,  and  for  healthfulness  and  supply  of  pro- 
visions will  comt>are  favorably  with  any  part  o 
the  west.  THOS,  ALLEN,  Pre*.'., 

Thos.  S.  O'Scllivan,  Chief  Eng. 

Pacific  B.  R.  Office,  St.  Louis,  Feb.  1864. 
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[iailroad  Iron. 

1  aFif\  Tom  Bria  Pattern  Guest  ainl  Go's  nmko,  weijjliiug 
1/COU  67)4  lbs.  per  yard,  to  beihippedfrom  Wales  in  Ju- 
V  and  Aiiffust.  for  thU  port— for  sale  by 
y  aiMi  Augusi,  lor  u.    J^^j^^jj^jj   JOHNSTON  A  CO, 

June  9, 1853.  9e  Uroadway,  New  York. 


Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 

ee.  per  rail.    A^iy°cHAMBERS.  President, 
Septamt>«r,  i860.      


Railroad  Iron. 

THE  Undersigned,  Agents  tor  the  Manufaciurera, 
are  prepared  to  contract  to  deliver  free  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 
«zch  weight  or  P'^ttern  asmay^b^reqmred. 

9  South  William  St. 
New  York,  Jnne  1.  1851. . 

Railroad  Car  Works. 

Tn-E  Hndersimed  are  prepared  to  manulkcture  for  Railroad 
^orS^S&nger%^gage,C^.ttle,  Freight  Graveland 

U^  c/rs,  also  Ba«a,e  Barrov..  and^Fre.gh^  Truc^k^^  ^^ 
MayeviUe,  Ky  .Sept.  29, 1863. 

Stuart,  Serreil  &  Co., 

CIVIL  ENGINEERS, 

Rooms  22,  24,  26  &  27, 

157  Broadway,  New  i  ork. 
ClABLM  B.  Stoabt,              Kdward  W.  8«brbi.l, 
Vixnx.  Mabsh,  Baotkl  MoKlhot. 

■PT^:       Railroad  Iron. 

t^f\f\r\  TONS  superior  quaUty,  deHvery  from   April  for 
OUUU  ward,  with  5  to  600  tons  Per  mwith^  for  sate  by 

I2tr  99  A  101  John  street 


Railroad  Iron. 

C  Ann  TONS  T  RAILS,  about  one-half  weighing  69  Iba. 
0,l/UU  per  yard  and  the  remainder  56  lbs.  per  yard  now  in 
bond  and  for  sate  by  ^^^^  ^   ^^^^^ 

itlFWy.  '  90  Beaver  street 

^kTntli -Western   Gar  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at  short  notice,  for  all  kinds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
reauirine  work  delivered  in  the  South  and  West, 
^      .  .  W.  CLOUGH. 

'■  Refer  to 

Jno.  Brouch,  Esq.  Winslow,  L.\nier  &  Co. 

feb.18.  Im. 


To  Railroad  Engineers  and 
Contractors. 

WANTED,  a  corps  of  efficient  Engineers  and 
Contractors,  for  the  construction  of  a  Rail- 
road in  one  of  the  Southern  States.     Apply  to 

DUFF  GREEN. 
New  York,  Feb.  14th,  18i4. 


Ontario,  Simcoe  &  Huron  R.R. 

CANADA. 
'TEHS  road  opened  in  May  last  to  Lake  Simcoe  is  expected  to 
-L  b«  completed  to  the  Georgian  Bay,  Lake  Huron  a 
distance  of  99  miles  in  June  next  where  it  will  form  the  shortest 
and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
miles)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day— 
On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  wiil  convey  passengers 
thKXigh  that  Lake  and  Lake  Conchiching  to  Onlla  whence  a 
short  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloolah)  which  runs  to  the  Sault 
St.  Murle  and  intermediate  ports  forming  the  most  expeditious 
•od  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
•ad  Saperior. 

Artangaments  wUI  be  made  oo  the  completion  of  the  road  to 
th«  Oeorgian  Bay  t>r  a  line  of  first  class  Steamers  to  extend  their 
trips  to  the  porta  oo  Lake  Michigan. 

ALFRED  BRUNSL, 
■=,•.'•'••■••••■    .  :.  .'.v-'.» -"  <-    .V.'-.'  Sup«itot«ident 


To  Locomotive  Eng^ine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  na  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  »nd  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  suflScient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanica,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lut  800  feut  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  tho  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shop? in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  ollered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinerj', — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

•      R.  B.  SUMNER, 

No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,   Pine  Street,  New 
York. 


Railroad  Spikes,  Boiler  Riv- 
ets, etc. 

THE  Subscribers,  Agents  for  the  sale  of  Jamea  S. 
Spencer's,  Jr.,  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrought  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  desrilfettch,  and  of  the  best  quality. 

4LS0  IMPORTERS  of  English  refined  and  Mer- 
chant bar  Iron ;  Extra  refined  Car  and  Locomotive 
Axles  ([from  3|  to  6i  inches  in  diameter) ;  B.  0.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  abd  Cast  Steel,  etc.,  etc.,  etc. 

T.  &  E.  GEORGE. 
Philadelptiia,  November  14, 1850. 


Railroad  Iron. 

T  HE  UNDERSIGNED,  HAVING  madearrange- 
ments  abroad,  are  prepared  to  contract  for  the  de- 
Uvcry  of  Foreign  rails,  of  approved  brands  upon  the 
most  faverable  tenns. 

They  wiil  aisc  make  csntracts  for  American  rails, 
made  at  their  Trenton  works,  from  Andover  Iron,  in 
whole  or  in  part,  as  may  be  agreed  upon. 

They  are  prc{)ared  to  lurnish  Telegraph,  Spring  and 
Market  Wire ;  Braziers  and  Wire  Rods  ;  Rivets  and 
Merchant  Bars  to  order,  all  made  exclusively  from  An- 
dover Iron.  The  attention  of  parties  who  require  iron 
of  the  very  beat  quaUty  for  special  purposes,  is  respeot- 
fully  invited.  COOPER  &  HEWITT, 

17  Burling  SUp,  New  York. 

Pdbrotry  K,  186U. 


SHANAHAN  &  LOEBER, 

181  Williamst, 

(1st  floor-Up  stairs.) 
IVEIV-TORK. 

MANUFACTURERS  OP 

THEODOLITES,  TRANSITS,  LEVELS, 
Sur?eyors'  Compassei,  Drawing  Instrameoti, 

Chains,  Scales,  Levelling  Rods,  Ac.      lylO 

Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD. 

SEALED  proposals  will  be  received  at  the"  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  15th  day  of 
April  nest,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  66  miles,  from  Memphis 
to  Cherry viUc.  >— *»:^.1  .4* -.•*-■    .-•' 

Contractors  must  give  the  most  undoubted  se- 
curity for  the  completion  of  the  work  at  the  time, 
and  in  the  manner  specified ;  and  contracts  will 
be  let  in  sections,  or  for  the  entire  work,  as  may 
be  deemed  best  by  the  Director.s. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  .shonld  none  prove  satisfactory  ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

-  .    •  ■:     '  ^       E.  PEABODY, 

Engineer  in  charge. 

To  Contractors. 


SEALED  PROPOSALS  will  be  received  at  the 
office  of  the  undersigned,  in  the  city  of  St. 
Louis,  until  Thursday,  March  30th  inst.,  for  the 
Grading  and  Masonrj'  on  the  ST.  LOUIS  &  IRON 
MOUNTAIN  RAILROAD,  extending  from  St. 
Louis  to  the  Pilot  Knob  Mountain,  a  distance  of 
87  miles,  (except  sections  Nos.  1,  2,  3,  4  and  6.) 

Plans  and  profiles  will  be  ready  for  inspectiou 
one  wock  previous  to  the  letting. 

This  lino  i^<  located  through  a  remarkably 
healthy  region  of  couutry.  Tho  work  to  be  let 
embraces  a  tunnel  through  solid  rock,  heavy 
earth  and  rock  cuttings,  and  various  descriptions 
of  masonry.     Payments  monthly  in  cash. 

Further  information  may  be  obtained  on  appli- 
cation to  either  of  the  undersigned,  or  to  the  En- 
gineers  at   the   office  of  the  Si.  Louis   and  Iron 
Mountain  Railroad  Company  in  St.  Louis. 
-':--:  .  WM.M.  WATTS, 
"'■•     -'      •-•;*,      Carlisle,  Pennsylvania. 
,    ;  '    CHAS.  N.  WATTS, 

St.  Louis,  Missouri , 
W.  MILNOR  ROBERTS. 
Pittsburgh,  Pennsylv. 
St.  Louis,  March  2, 1854. 


Knox  &  Sbain, 

MANVFACTUKUa  OF 

LEVELS,  TRANSITS  AND  SURVEYING 

COMPASSES. 

No  72  Dock  St.  first  door  south  of  Walnui,  west  side 

PHILADELPHIA. 
First  l*reniium  awarded  by  the  Prankliu  Institute. 

Important  to  Kallway  Co^s. 

A  GREAT  iinprnv.-uieiit  haa  i.cuiitly  lit-cii  |>erfoct'>d  ia  the 
manufacture  of  Dumpiiij^  Gravel  Cur-*  hy  whirh  the  cost  U 
materially  lessened  and  tliu  .i^treiigth  and  durability  much  io» 
creased. 

We  have  ^ecuriHl  the  right  to  maiuihcturo  tbo<%  improved 
Cara  and  can  supply  Ihcm  at  prices  teu  per  cwit  kiwcr  than  the 
ordinary  kind. 

Orders  directed  tu  tlid  Haini|[i>n  Car  Co,  Hamilton,  Ohio, 
will  receive  prompt  atteatioo. 

'  H.  SAWYER 

(of  the  late  Ann  of  SAWYER  Sc  HOBBY), 

Manufacturer  of  Transits  and  Levels, 
AS  removed  to  Cnioo  Place  near  Warburtoo  Av.,  Yooken,, 
N.  Y. 
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1^"  The  Mechanical  Engineering  department  of 
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COLBURN. 
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to  afford  a  return.  Had  the  number  of  passen- 
gers and  tons  of  freight,  offering  for  transportation, 
been  but  nearly  in  proportion  to  the  increased  in. 
vestments,  much  of  the  railway  interests  of  New 
England  would  have  become  bankrupt  long  ago. 


Name  of  Road.        '  Cost. 

Lowell, $1,956,719 

)         1863 2,044,536 


The  foUowing  tablejwill  exhibit  the  construction 
account,  net  earnings  and  passenger  and  (Veight 
mileage  upon  the  principal  Massachusetts  roads 
at  the  ends  of  1847  and  of  1853.  The  upper  row 
of  figures  are  for  the  year  1847. 

Passengers.  Tons  freight  • 
Net  Earnings.            one  mile.  one  mile. 

S195,147  9,523,436  7,117,666        -: 

114,098  9,576,208  7,542,574      • 


inc.  4}4  pr-  ct. 

Maine, 3,021,172 

1863 4,111,346 


IPC  36  pr.  ct. 

Providence, 2,644,715 

1863 8,576,041 


dec.  41)^  pr.  ct. 
291,245 
418,358 

inc.  A3}4  pr.  ct. 
187,983 
226,639 


Inc.  ^  pr.  ct. 
12,599,118 
27,426,685 

inc.  117>^  pr.  ct. 
7,196,743 
11,150,038 


ioc.  6  pr.  ct. 
8,612,840 
8,066,170   r 


inc.  123k'  pr.  ct. 
1,93  <  ,027 
4,712,764 


.    inc.  40 1^  pr.  ct. 

Worcester, 4,113,610 

1868 4,860,765 


inc.  20 1^'  pr.  ct. 
340,186 
413,290 


inc.  18  pr.  ct. 

Eastern 2,937,207 

1863 3,120,392 


inc.  21)^  pr.  ct. 
264,767 
310,876 


8»turday,  April  8,  1854. 
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Ntt'w  Knslaml. 
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inc.  6}^  pr.  ct. 

Fitchburg, 2,406,724 

1863 3,716,870 


inc.  17*^  pr.  ct. 
223.011 
214,634 


inc.  65  pr.  ct. 
14,480,678 
24,700,512 

inc.  70>^  pr.  ct. 
12,757,026 
14,710,581 

inc.  163.^  pr.  ct. 

8,009,487 

17,314,206 


inc.  143)^  pr.  ct. 
10,765,799 
11,677,498 


Inc.  54}^  pr.  ct. 

Western. . 8,769,474 

1863 ,-. .,  9,963,769 


dec.  3^  pr.  ct. 
648,646 
736,786 


inc.  116  pr.  ct. 
17,867,644 
27,488,944 


inc,  8  pr.  ct. 
1,165,878 
2,774,807 

inc.  138  pr.  ct 

6.198,497 

12,180,140 

Inc.  184X  pr.  ct 
C8.0S7,628 
28,163,664 


inc.  16  pr.  ct.        inc.  64  pr.  ct. 


inc.  3^  pr.  01. 


■  -  ^       inc.  13>^pr.  et. 

A  comparison  of  the  earnings  and  movement?! portation  pay  less  per  head  or  per  ton  than  the 

Railroads,  being  the  types  of  progress,   their, on  these  railroads,   for  the  six  years  named,  does  regular  local  business.  I*'^-.;-. 

history  is  soon  forgotten;  but  to  most  cursory  not  exhibit  the  relative  increase  of  movement  in;     A  comparison  of  the  value  of  the  stocks  of  ttra 

examination  of  their  capital  and  revenue  accounts  so  strong  a  light  as  a  comparison  for  the  six  pre-lroads  named,  at  both  periods,  may  be  inieresting. 


for  the  last  few  years  will  show  the  relation  which  'vious  years  would  have  done.   Although  the  com^ 
has   prevailed   between    their    cost    and  move-  parisons  given  show  that  material  change  has  oc- 


ment  When  the  Boston  and  Worcester  road  was 
conducting  a  movement  about  the  same  as  now 
exists  on  some  of  the  interior  roads,  its  cost  was 
only  about  $30,000  per  mile,  while  that  of  the 
Boston  and  Providence  road  was  much  less.  The 
only  example  of  fares  and  tolls  furnished  for  the 
operation  of  the  earlier  roads  were  such  as  were 
exhibited  in  stage  travel  and  "heavy  teaming." 

The  increase  of  the  capital  account  of  some  of 
the  older  New  England  roads  is  a  matter  of  much 
interest.  It  was  only  by  an  extraordinary  increase 
oi  business,  iu  all  parts  to  which  railroads  had 
be«n  built,  th«t  this  increase  «ver  becaise  »bl« 


curred  in  the  relation  between  work  done  and 
compensation  received,  yet  during  this  time  the 
system  of  fares  and  trains  may  be  said  to  havej 
been  established.  During  the  previous  six  years,] 
however,  the  most  important  changes  were  making} 
in  the  speed  and  capacity  of  trains,  commutation,! 
regular  fares  and  in  freight  tariffs.  The  relative! 
increase  of  movement,  compared  with  permanent} 


Nov.  6th 
1847. 

Lowell 120)i 

Maine 116 

Providence 104 

Worcester 120)^ 

Eastern 110 

Fitchbmrg 126 

Western 113 


Nov.  9th 
1863. 

94>^ 
102)i 

86)4 
101 
91 

98^i 
99 


Averages  .  116>^         96>i 


Decrease 
in  6  years. 
26 

19K 
19 

81^ 
14 

203i" 


An  average  decline  of  8)^  per  cent.,  per  anhum, 
investment  and  earnings,  as  shown  in  the  table,!on  the  principal  New  E&gland  roads ;  nearly  all  of 
has  resulted  from  the  introduction  of  a  consider-  which  have  bad  the  benefit  of  extensions  of  their 
able  business  from  connecting  roads,  and  from  the'llnes,  mostly  made  at  a  loss  by  other  companies, 
increase  of  commutation  travel  in  the  neighbor- jbut  bringioc  bosiiiMS  ^nwiovij  ♦»olld»(1  trtm 
hood  of  Boston,  both  of  which  branches  of  trans- boston. 
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If  tuo  -to-unks  have  suffered  how  has  it  been 
with  the  tributaries  1  Compare  other  sales  at  the 
same  periods  as  above. 

Nov.  6th,        Pcrsi'iit        Decline 
1847.  price,       in  6  years. 

Vermont  and  Mass.. 76>.<  22  53>^ 

Cheshire 91  30  65 

Vermont  Central  ...  88  12^  75^ 

Northern  (N.  H.) •  •  102).^  57>j;  45 

Passumpsic 90  26     ..  G4 

The  average  decline  in  these  stocks  has  been 
about  60  per  cent;  or  three  times  that  upon  the 
leading  roads  out  of  Boston. 

Some  of  the  causes  of  the  decline  of  the  stocks 
of  the  interior  roads  are  very  well  known.  Unex- 
pected cost,  financial  sacrifices,  and  the  results  of 
competition  have  been  principally  active.  The 
result  conveys  a  lesson  to  those  who  would  im- 
pose the  support  of  a  large  amount  of  capital 
upon  a  limited  extent  of  production.  The  pre- 
sent discount  on  the  cost  of  the  roads  named  re- 
presents the  proportion  of  capital  invested  beyond 
the  wants  of  the  paying  business. 

Massachusetts,  in  any  effort  to  open  another 
route  through  her  state,  has  the  example  of  the 
construction  of  two  rival  roads  in  Vermont,  a  rich 
agricultural  and  mineral  state.  Above  Burlington, 
a  single  road,  built  on  a  good  route  at  a  moderate 
outlay,  ought  to  be  worth  in  the  market  nearly 
all  that  it  cpst.  Were  not  the  business  of  the 
Vermont  Cenjlral  principally  diverted  from  Bellows 
Falls,  the  Ch|eshire  might  earn  the  interest  on  its 
cost,  also.  Y/et  the  Cheshire  has  cost  heavily,  and 
is  still  subject  to  a  rise  and  fall  which  would  give 
it  a  grade  of  40  feet  per  mile  for  its  entire  length. 
What  would  this  road  do  if  it  were  not  extended 
beyond  the  Connecticut  Kivcr.  Its  stock,  as  a 
marketable  basis,  would  have  no  value  at  all,  as 
the  business  could  not  pay  running  expenses. 

It  is  the  increase  of  capital  account  that  has 
worked  loss  to  the  interior  railroads  of  New  Eng- 
land. It  makc9  no  difference  whether  the  money 
has  been  sunk  in  one  road,  or  in  two  roads  occu- 
pying essentially  the  same  relation  to  the  general 
business  of  t^e  country  traversed.  The  old  roads 
have  increased  their  cost,  but,  as  has  been  shown, 
with  a  greater  increase  of  bu-^iness,  and  therefore 
with  less  loss.' 

The  Fitchburg  road  has  secured  a  good  position 
in  Boston,  but  only  at  a  great  cost,  not  as  yet  de- 
manded. At  tlic  same  time,  to  attract  business  to 
make  its  investments  productive,  it  has  competed 
for  it  at  prices  which  have  kept  no  proportion  to 
the  outlay  on  which  they  have  been  earned.  Its 
stock  has  suffered  the  heaviest  decline  of  that  of 
any  road  running  into  Boston,  being  notv  at  about 
85  per  cent,  or  40  per  cent,  below  its  value  in 
1847.  Its  fares  must  be  raised,  even  against  the 
wishes  of  one^  whose  known  principles  have  in- 
fluenced their  adjustment :— else,  the  business 
most  be  done  at  less  cost.  Can  this  be  ?  This  es- 
say has  been  undertaken  in  the  hope  that  such  a 
result  may  bejyet  attained. 

How  has  the  Providence  road  increased  its  cost 
also.  A  road  originally  opened  at  about  the  en- 
gineer's estimate  of  $800,000. — It  baa  brought 
the  cost  of  its  main  track  up  to  $70,000  per  mile 
to  compete  with  a  route  giving  nearly  40  miles 
less  railroad  travel  to  the  New  York  passenger, 
and  costing,  as  built,  but  $25,000  per  mile.  The 
reason  why  the  Fall  River  route  is  popular  is  be- 
cause,   by  reason  of  its  low  cost,  it  can  afford 


superb  accommodations  in  its  boats.  It  is  profitable 
because  it  works  to  advantage  upon  $2,600,000 
less  capital  than  either  of  the  other  New  York  and 
Boston  lines.  Yet  it  is  very  much  the  longest  in 
distance.  There  is  not  a  stockholder  in  the  Pro- 
vidence road  who  can  present  business  reasons  for 
the  construction  of  the  great  passenger  station  at 
Providence,  and  the  costly  connection  with  the 
Stonington  road. 

Let  any  stockholder  consider  the  independence 
of  a  company  having  a  real  monopoly  of  any  bu- 
siness. Let  him  consider  that  the  cost  of  move- 
ment, which  is  the  governing  element,  not  only 
depends  upon  the  mere  cost  of  power  and  atten- 
dance, but  on  the  interest  of  the  permanent  in- 
vestment. Witness  the  Fall  River  road,  whose 
fixtures  in  Boston  would  not  be  missed  except  by 
its  patrons  if  taken  away.  That  company  has  se- 
cured the  largest  business  of  any  route  between 
New  York  and  Boston.  Having  to  pay  tolls  over 
but  a  short  distance  of  connecting  road,  only  about 
one-fourth  of  that  of  the  other  boat  routes,  there 
is  no  doubt  but  it  could  have  sustained  the 
great  competition  of  1852-3  without  loss.  It 
is  now  building  a  boat  which  will  surpass,  in  ex- 
tent of  finish  and  accommodation,  anything  ever 
planned  in  marine  architecture. 

It  costs  little  more  to  run  a  boat  to  Fall  River 
than  to  the  Thames  or  to  Stonington,  while  the 
cost  of  lailroad  movement  beyond  is  greatly  re- 
duced. Marine  travel,  once  embarked,  seeks  the 
point  nearest  to  its  ultimate  destination.  This  is 
why  New  York  is  prefered  as  an  importing  city 
to  Boston.  It  is  nearer  in  time  and  distance  to 
the  great  centers  of  distribution  than  any  other 
Atlantic  city.  The  same  reason  gives  Buffalo  a 
supremacy  over  Dunkirk,  and  Chicago  over  Mil- 
waukee. The  same  reason  gives  Baltimore  a  trade 
which  passes  by  the  commercial  facilities  of  Nor- 
folk unnoticed. 

So  long  as  interest  really  forms  a  principal  part 
of  the  cost  of  transportation  so  long  will  works 
fail  which  are  built  at  great  cost  only  for  compe- 
tition. 

Consider  this  element  of  interest  in|the  case  of  the 
Hoosic  tunnel  route.  The  tunnel  is  estimated  to 
cost  $2,000,000. 

With  the  same  character  of  material  to  be  re- 
moved, with  a  given  length,  and  with  a  given 
depth  and  number  of  shafts,  the  cost  of  a  tunnel 
will  depend  upon  its  area  of  cross  section.  The 
proposed  Hoosic  tunnel  will  be  21  feet  wide  at 
grade,  24  feet  wide  at  6  feet  above  grade,  apd  18 
feet  high  at  the  highest  point,  above  th^  level  of 
the  rails.  The  area  of  its  cross  section  is  405 
square  feet.  Compared  with  other  important 
tunnels,  built  in  this  country,  this  area  is  deficient. 
The  long  tunnel  of  the  Pennsylvania  Railroad,  at 
Sugar  Run  Gap,  is  five  feet  higher.  The  tunnel 
at  Cincinnati,  to  be,  when  finished,  neurly  two 
miles  in  length,  is  five  feet  wider  and  two  feet 
higher.  The  tunnels  on  the  Reading  Railroad  are 
smaller  than  the  Hoosic,  but  they  were  intended 
for  coal  trains.  The  passenger  cars  upon  that 
road  are  of  limited  width,  some  having  but  a  sin- 
gle seat  on  one  side  of  the  aisle,  and  all  have 
strong  gratings  outside  of  the  windows. 

The  Michigan  Central  Railroad  has  adopted  the 
use  of  cars  wider  than  those  in  general  use  on 
other  narrow  gauge  roads.  These  cars  have  proved 
steady  and  are  more  comfortable  than  others  of 


less  width.  Cars,  of  this  width,  nearly  lOj  feet 
over  all,  would  hardly  pass  with  safety  on  double 
track  in  the  proposed  Hoosic  tunnel,  and  for  that 
reason  might  not  be  eventually  adopted,  even  if  it 
were  desirable,  from  motives  of  comfort  and  ac- 
commodation to  do  so.  In  addition  they  would 
run  too  near  the  sides  of  the  tunnel  for  the  safety 
of  the  train  men,  and  of  the  passengers  also  un- 
less they  were  prevented  from  putting  their  heads 
and  arms  out  of  the  windows. 

The  height  of  the  tunnel,  above  the  centers 
of  the  tracks,  would  allow  little  more  than  the 
actual  necessary  height  of  chimney,  with- 
out giving  proper  room  for  draught.  A  short 
tunnel,  in  a  level  road,  might  not  require  steam 
for  a  train  already  in  motion,  but  the  Hoosic  is  to 
be  nearly  five  miles  long  and  on  a  grade  of  25  feet 
rise  per  mile.  Such  a  passage  would  require  the 
best  worWDg'  of  the  locomotive.  The  4,100  feet 
tunnel  of  the  Pennsylvania  Road  is  on  a  much 
steeper  grade,  but  its  roof  is  23  feet  above  the 
rails.  Without  a  proper  height,  some  diflSculty 
might  be  apprehended  as  to  ventilation.  In  Mr. 
Derby's  argument  in  the  tunnel  hearing  he  re- 
marked that  with  25  feet  depth  there  would  be  no 
difficulty  as  to  ventilation.  He  had  based  his  esti- 
mate of  cost,  however,  upon  his  engineer's  section 
of  but  18  feet  above  the  rails.  Add  7  feet  of 
height  and  the  tunnel  becomes  much  more  expen- 
sive.      .■  ■■.  .■■;■•-;;   ■■.I. ':;;■■  v.-  :Vyi'C--.i-lZi^--- 

The  men  employed  upon  the  freight  trains 
would  require  to  bo  on  the  tops  of  the  cars  much 
of  the  time.  On  any  signal  to  stop  or  start  the 
trains  in  the  tunnel,  these  men  would  bs  in  motion 
and  would  not  be  safe  within  the  proposed  height. 

From  the  length  of  such  a  passage  it  will  re- 
quire to  be  divested  of  all  possible  danger  and 
difficulty.  From  all  the  considerations  above 
presented  it  is  probable  that  an  increase  of  the 
area  of  the  tunnel  by  one-third  of  its  2)roposed  ex- 
tent would  be  required,  an  enlargement  which 
would  cost,  at  the  estimated  rates,  about 
$600,000. 

Assuming  that  $2,500,000  will  complete  the  tun- 
nel. This  would  pay  for  50  miles  of  road  at  $60,- 
000  per  mile.  The  cost  of  operating  60  miles  of 
road  would  be  $150,000  per  annum  for  interest, 
and  the  same,  say,  for  expenses.  Hence  $150,000 
the  whole  cost  of  interest  and  operation  of  26 
miles  of  road  per  year,  would  be  against  the  4 
miles  of  tunnel ;  or  21  miles  added  in  distance. 
Is  not  here  a  consideration  of  some  consequence 
in  estimating  comparative  grades,  curves,  and 
distances  1  Add  21  miles  to  the  actual  length  of 
the  road  and  we  have  207  miles  as  the  distance 
between  Troy  and  Boston,  leaving  out  all  equation 
of  grades  and  curves. 

It  is  clearly  for  the  interest  of  Boston  to  parti- 
cipate in  so  much  of  the  Western  business  as  she 
can  without  loss.  But  never  can  she  realize  a 
practical  advantage  from  being  five  miles  nearer 
New  York  than  to  Troy.  Actively  employed  rolling 
power  and  working  facilities,  will  best  make  her 
present  investments  productive;  but  never  can 
she  impose  the  support  of  another  large  invest- 
ment upon  her  gresent  foreign  business,  without 
driving  it  away  from  her,  and  bringing  loss,  both 
to  herself,  and  to  the  principal  railway  interests  of 
New  England. 

As  the  greater  part  of  the  railroad  investments 
in  Massachusetts,  New  Hampshire  and  Vermont 
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h*vo  been  made  with  reference  to  securing  a  part 
of  the  Western  business,  it  is  worth  while  to  con- 
sider the  inducements  which  exist  to  make  the 
cost  of  transportation  the  least  possible.  When  I 
have  already  explained  thiit  I  include  the  interest 
on  the  investment  as  a  necessary  part  of  this  cost, 
it  will  be  seen  that  the  construction  ef  even  some- 
what easier  routes,  will  impose  a  new  tax  on  the 
movement,  such  as  will  require  a  great  reduction 
of  working  expenses  to  compensate.  It  would  be 
no  economy  in  saving  in  one  pocket  to  lose  from 
the  other.  The  best  economy  is  that  which,  with- 
out any  sensible  increase  of  capital,  or  any  hazard 
of  income,  would  effect  the  present  transportation 
at  lower  rates. 

Economy  of  transportation  is  more  essential 
with  freight  than  with  passengers.  The  channel 
taken  in  the  movement  of  property  is  governed 
wholly  by  selfishness,  and  so  strongly  is  freight 
iofluGDced  by  this  consideration  that  it  takes  the 
business  travel  with  it,  however  reluctantly  former 
mercantile  relations  may  be  severed.  While  of 
such  travel  as  is  not  altogether  dependent  on  the 
movement  of  freight,  much  may  be  said  to  be  al- 
ready secured,  even  at  moderately  high  fares. 
The  social  ties  originating  in  New  England,  which 
influence  a  good  share  of  its  present  movement, 
will  not  be  extinguished  while  the  population  re- 
tains its  present  character.  Whatever  natural  at- 
tractions exist,  to  invite  pleasure  travel,  cannot 
be  removed.  But  freight,  being  the  locomotive 
wealth  of  the  country,  carries  travel  with  it.  It 
builds  ware-houses,  attracts  shipping  and  creates 
manufactures.  It  employs  labor,  capital,  taste 
and  skill ;  and  where  these  arc  combined^  society 
becomes  organized.  It  is  the  production  and  dis- 
position of  "freight"  that  form  the  greater  part  of 
the  business  operations  of  a  community.  It  is  the 
activity  of  business  and  the  extent  of  its  opera- 
tions which  give  value  to  property — which  create 
the  wealth  of  society.  In  a  country  like  ours, 
where  capital  must  be  supplied,  nothing  like  busi- 
siness  can  create  taste,  fashion,  science  and  art. 
This  fact  is  an  inevitable  consequence  of  the  de- 
mocracy of  our  institutions. 

If  travel  be  then  dependent  on  commercial  in- 
ducement, so  soon  as  this  element  is  supplied  the 
railroad  system  is  in  demand.  If  Boston  is  to  be- 
come a  great  mart,  the  movement  of  merchandise 
must  be  encouraged.  Low  passenger  fares,  beyond 
a  certain  limit  in  the  suburban  districts  of  a  me- 
tropolis, do  not  offer  commercial  inducements  to 
travel.  A  man  who  visits  his  friends  in  Boston, 
another  who  visit*  the  place  merely  to  become 
acquainted  with  it,  a  third  who  goes  to  select  a 
stock  of  goods,  or  to  dispose  of  produce ;  all,  or 
either,  can  better  spare  a  few  shillings  of  increas- 
ed fare  than  the  same  sum  exacted  on  every  ton 
of  freight  which  they  might  find  convenient  or 
piWtable  to  have  moved. 

From  the  position  of  Boston,  being  destitute  of 
natural  communication  with  the  interior  of  New 
England  and  the  West,  it  would  be  supposed  that 
her  great  system  of  railroads  would  be  worked 
chiefly  with  reference  to  the  movement  of  freight. 
New  York  has  the  Hudson,  the  great  outlet  and 
natural  harbor  of  the  tomiage  of  the  Erie  and 
Champlain  Canals ;  that  reaching  the  Hudson 
amounting  to  over  two  millions  of  tons  yearly. 
She  has  the  Sound,  with  its  long  stretch  of  coast, 

famishing  from  the  back  country  large  quantities 


of  manufactures,  building  materials,  and  other 
valuable  freight.  The  Morris  Canal  is  bringing 
down  about  half  a  million  tons  of  coal,  iron  and 
iron  ore,  yearly.  The  Delaware  and  Hudson  Ca- 
nal is  bringing  in  two  millions  of  dollars  worth,  or 
half  a  million  tons,  of  coal,  in  the  same  time.  The 
Delaware  and  Raritan  Canal  is  another  freight 
route. 

Boston  brings  freight  from  tl>c  interior  only. by 
railroad.  The  whole  number  of  Kms  of  freight 
carried  upon  the  railroads  entering  that  city  were, 
for  1853,  as  follows : 

Boston  and  Lowell,  tons 342,629 

Boston  and  Maine.  '■     251,327 

Boston  and  Prov. '  "     142,120 

Bost.  and  Worcester,  "     309,715 

Eastern,  "     102,617 

Fitchburg,  "     430,600 

Old  Colonv,  "     118,410 


Total 1,697,430 

A  part  of  this  tonnage  did  not  originate  or  ter- 
minate in  Boston,  being  moved  between  local  sta- 
tions, or  from  local  stations  outward.  Another 
portion  of  this  tonnage  entered  Boston  in  *-ansUu, 
being  carried  directly  to  other  roadv  running  out 
of  Boston,  and  was  not,  therefore,  properly  incla 
sive  in  the  trade  of  that  city.  It  may  not  be  far 
from  correct  to  allow  nine  hundred  thousand  tons 
of  freight  as  entering  Boston  by  railroad,  and  un- 
consigncd  to  other  roads,  in  1853 ;  and  six  hun- 
dred thousand  tons  as  leaving,  in  the  same  time. 
Of  this  quantity  of  freight,  59,018  tons  were 
carried  from  Albany  to  Boston  by  the  Western 
road.  (This  was  carried  between  Nov.  30,  1852, 
and  Dec.  1,  1853.)  The  through  freight  from 
Ogdensburg  to  Rouse's  Point,  for  the  year  1852, 
was  112,048  tons,  a  portion  of  which  originated  at 
Ogdensburg,  and  another  portion  of  which,  at  or 
below  Rouse's  Point,  was  diverted  from  Boston. 
The  "  Western  business,"  brought  from  beyond 
Albany  and  Ogdensburg  to  Boston,  cannot  reach 
150,000  tons  per  annum,  even  allowing  for  what 
may  come  by  thi  way  of  Whitehall  and  Rut- 
land. 

Let  us  look  at  the  cost  of  the  roads  over  which 
this  business  has  entered  Boston ; 

Boston  and  Worcester $4,850,755 

Western 9,963,259 


Cost  of  the  Bost,  and  Alb.  line.. $14,804,014 

Fitchburg §3,716,870 

Cheshire 3,075.195 

Rutland  and  Burlington 6,477,467 

Vermont  Central 8,072,281 

Vermont  and  Canada 1,500,000 

Northern,  N.  H.....  .-. 5,133,834 

$26,975,647 
Taking  also  the  cost  of  the  New  Hampshire 
line,  to  the  connection  with  the  Vermont  Central, 
a  route  taking  a  part  of  the  Western  business 
that  now  comes  over  the  Ogdensburg  road. 
BostOQ    and  Lowell,  leaving   out 

branches,  say $1,900,000 

Nashua  and  Lowell 651 ,215 

Concord 1,409,098 

Northern,  N.  H.,  about 3,100,000 

Manchester  and  Lawrence 750,00b 

26  miles  of  Boston  and  »Iaine,  say    2,000,000 


$9,810,313 

Whole  cost  of  lines  engaged  in  the  "  Western 

business"  of  Boston,  $51,689,974.     To  work  these 

lines  at  a  profit  under  their  ordinary  expenditure, 

their  business  must  pay  15  per  cent,  per  amium, 


on  their  cost;  or  the  Miin  of  $7,788,496  every 
year.  Could  all  of  the  roads  named  receive  ade- 
quate support,  and  be  employed  wholly  in  West- 
ern business,  their  customers  wo.ild  pay  nearly  as 
much  in  a  year  as  would  build  a  route  from  Bos- 
ton to  the  Erie  Canal,  equal  in  capacity  to  all  tb« 
business  which  would  be  done  o^er  the  present 
routes.  I 

It  remains  to  be  seen  if  Boston  will  add  $5,000,- 
000  to  the  $3,600,000  of  dormant  capiul  of  the 
Vermont  and  Massachusetts  road,  and  thereby 
saddle  the  support  of  $8,500,090,  and  ultimately, 
at  least  $10,000,000  of  additional  investment  upon  " 
the  business  already  taxed  towards  the  support  of 
over  fifty  millions  of  dollars.  If  thisbc  done,  it 
shows  a  profusion  of  capital  not  to  be  expected  in: 
times  when  Western  roads,  of  necessary  construc- 
tion, are  offering  a  seven  or  eight  per  cent,  inter- 
est on  every  dollar  they  can  get 

Whatever  may  bo  the  result  of  the  Hoosic  tun- 
nel route  upon  a  portion  of  existing  investments, 
it  will  always  have  a  powerful,, competitor  in  the 
Western  road.  The  Western  r^ad  has  the  larger 
part  of  its  cost  employed  in  local  business,  and 
could,  as  it  stands,  control  a  great  amount  of 
through  business  with  a  very  little  increase  for  in- 
terest on  capital,  and,  as  I  shall  hereafter  endea- 
vor to  show,  at  a  cost  of  operation  much  below 
the  present  expenditure. 

Its  rival  line,  the  Troy  and  Boston,  ou  the  con- 
trary, must  look  for  its  chief  support  from  through 
business,  ^ho  Vermont  and  Massachusetts  road, 
a  part  of  tjre  line,  has  done  comp.aratively  nothing 
towards  supporting  itself  for  the  four  or  five  years 
of  its  operation.  The  Pittstield  and  North  Adams 
road,  which  enters  the  region  intersected  by  the 
proposed  Troy  and  Boston  road,  has  exhausted  the 
fund  contributed  to  |;uarantee  tJie  payment  of  in- 
terest by  its  lessees,  the  Western  Railroad  Compa- 
ny. It  is  true  that  the  branch  cannot  accommo- 
date the  business  of  Berkshire  North,  so  well  as 
would  a  trunk  road,  and  it  is  also  true,  that  the 
movement  upon  the  branch  may  have  increased 
the  business,  somewhat,  upon  the  main  road.  But 
should  the  new  road  be  built,  the  Western  Rail- 
road could  well  afford  to  lose  the  prcssiU  business 
of  the  branch,  by  trausft^rring  iu  lease,  if  possible, 
to  the  Troy  road.  I  ^        *        - 

The  whole  aim  of  this  essay,  is  to  show  the  real 
elements  of  the  cost  of  transportation,  and  how  it 
may  be  reduced.  So  long  as  money  is  an  exchang- 
able  material,  so  long  does  its  use  enter  into  the 
cost  of  transportation ;  and,  what  is  more,  much 
in  proportion  to  the  i>ermanent  investment  wfll  be 
the  actual  decay  and  destruction  of  the  work. 
This  remark  does  not  apply  to  the  quality  of  the 
work,  but  the  quantity.  Two  tracks  cost  more 
than  one  for  repairs ;  twenty  stations,  more  than 
ten  in  the  same  length  of  road  ;  two  engines  more 
than  one,  etc. 

The  New  England  railroad  system  has  become 
less  profitable,  as  an  investment,  than  were  its 
capital  employed  in  some  other  klhds  of  business ; 
while  the  tendency  of  railway  property  is  still 
downward.  As  I  have  charged  this  state  of  things  . 
partly  to  a  too  large  investment  in  the  business,  I 
could  not  overlook  the  case  of  the  Hoosic  tunnel 
route,  now  urging  its  claim  upon  the  people  of 
Massachusetts- 

In  expressing  my  opinion,  as  to  the  results  like- 
ly to  flow  from  its  construction,  I  am  fhee  of  all 
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interest  aud  obligaiion  to  either  party.  With  its 
present  cost,  I  look  upon  the  Webtera  road  as 
Iha  proper  Vrcstern  inlet  of  trade  andj  travel 
to  Boitoi),  but  from  this  road  I  have  never  asked 
nor  received  so  much  as  a  free  ticket,  nor  do  I  an- 
ticipate that  it  will  appreciate  volunteer  counsel 
in  i  s  cause.  Its  principal  officers  know  my  viewb 
in  relation  to  locomotive  power,  and  I  have  been 
told  that  no  change  would  be  likely  to  be  effected 
in  railway  machinery  in  Massachusetts.  I  have 
no  interest  in  a  change,  apart  from  a  professional 
knowledge  of  its  economy.  Next  to  the  over- 
construction  of  railways  in  New  England,  the  sys- 
tem has  suffered  from  an  imperfect  adaptation  ol 
power.  Locomotive  power  and  the  wear  of  loco- 
motives npon  the  tracks,  includes  a  large  share  oi 
the  operating  expenses  of  roads,  and  this  powei 
has  been  ubcd  in  New  England  so  that  a 
cost  could  earn  but  a  small  freight. 
To  b«  continued. 
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MUsisslppt  and  Atlantic  Railroad  Company. 

We  copy  by  request,  from  the  New^  York  Couriei 
and  Enquirer,   the   following  statement,  showing 
th«  history,  p..siiion  and  objects,  of  the  Mississip- 
pi and  Atlantic  Railroad  Company. 
To  the  Editors  of  the  Courier  and  Enquirer. 

In  the  Money  Article  in  your  paper  of  the  25tb 
Instant  is  an  elaborate  assault  upon  the  Mississippi 
and    Atlantic  Railroad.     The   article   is    such    a 
marked  exception  to  the  general  tone  of  your  pa 
per — it  so  entirely  misconceives  the  position  and 
character  of  the  above  projt-ct,  and  is  so  calculat 
ed  to  mislead  the  public  mind,   that  I  must  claim 
the  privilege  of  presenting  through  the  same  me- 
dium a  brief  reply.     In  order  that  the  true  posi 
tion  of  the  Mississippi  aud  Atlantic  Company  may 
be  fully  understood,  it  is  necessary  to  refer  to  the 
history  of  what  has  bcei^  called  in  Illinois  "State 
Policy." 

'Ibat  State  in  1836  devised  a  scheme  of  railroad 
construction  whicu  it  undertook  in  its  own  capa- 
city aud  with  its  own  resources  aud  credit.  This 
scheme,  it  will  be  remembered,  embraced  a  varie- 
ty of  routes  extending  in  every  direction  north 
and  south,  east  and  west.  A  part  of  the  "policy' 
adopted  was  to  build  up  various  points  within  the 
State  without  reference  to  the  consideration  whe- 
ther they  were  the  natural  depots  of  commerce 
or  the  most  convenient  for  the  purposes  of  trade. 
The  most  striking  evidence  of  this  was  that  St. 
Louis  was  not  recognized  as  the  terminus  of  any 
of  the  projected  hues  ;  but  Alton,  an  insignificant 
Tillage  26  miles  above  that  city,  and  within  tin 
State  of  Illinois,  was  selected  as  the  great  port  on 
the  Mississippi  River,  which  was  to  rival  St.  Louis, 
and  cause  ail  the  tradu^ud  travel  of  Illinois  com- 
ing from  thn  East  to  terminate  at  that  point.  Now 
it  is  evident  that  true  "policy"  would  dictate  that 
a  direct  line  eastward  should  have  taken  St.  Louis 
as  its  starting  point,  without  reference  to  the  con- 
sideration whether  it  was  or  was  not  within  the 
geographical  limits  of  Illinois.  It  is  well  known 
that  th«  maguitlceut  projects  of  the  State  ended 
in  ruin,  and  the  State  was  left  without  one  mile  of 
its  projected  improvements  completed  and  with  a 
debt  of  $17,000,000  incurred,  which  was  wholly 
lost  (the  AltoJi  and  Terre  Haute  Road  being  one 
of  the  projected  and  abondoued  lines).  The  dis- 
grace and  embarrassments  of  the  State  which  fol- 
lowed are  well  known.  The  consequence  of  this 
disastrous  policy  was,  that  in  the  new  constitution 
of  the  State  a  provision  was  inserted  prohibiting 
all  similar  underukings  on  the  part  of  the  State. 
This  left  the  whole  matter  of  building  railroads  to 
tliw  efforts  of  privat*  eut«rprize  only 

There  hav«i  always  been  persons  with  capital 
ready  to  build  a  road  between  St.  Louis  and  Terre 
Haute.  It  being  the  straightest  and  consequently 
tb«  shortest  route  from  Terre  Uaut«   (a  point  at 


of  raih-oad,  diverging  at  Indianapolis  to  every  im- 
portant point  on  the  Atlantic)  to  St.  Louis,  the  ob- 
vious terminus  of  a  road  designed  to  connect  tht 
Mississippi  with  the  Atlantic.  Under  the  general 
Railroad  Law  of  the  State  they  organized  a  Com 
pany  for  this  purpose.  But  here  again  arose  tht 
same  spirit  which  had  involved  the  State  in  sucL 
disaster,  and  appealing  to  the  same  narrow  preju 
dices  which  had  before  influenced  the  people,  they 
erected  the  banner  of  "State  Policy" — and  no 
pains  were  t  <  be  spared  to  give  to  Alton  an  impor- 
tance which  it  can  never  attain  either  from  its  na- 
tural position  or  its  local  advantages.  A  road 
was  projected  from  Alton  to  Terre  Haute,  and  by 
taking  it  through  various  country  seats  and  unim 
portant  villages,  its  projectors  enlisted  considcrabU 
influence  in  its  favor.  But  it  was  soon  found  that 
uo  favor  in  the  eyes  of  eastern  capitalists  coula 
be  obtained  for  the  scheme  so  long  as  the  propos- 
ed straight  line  from  St.  Louis  was  in  their  way. 

There  is  a  provision  in  the  Qeneral  Railroad 
Law,  that  no  lands  can  be  condemned  by  an) 
company  for  its  use,  unless  the  Legislature  shal. 
declare  that  the  contemplated  road  is  of  sufficieni 
public  interest  to  warrant  the  taking  of  privatt 
property.  "State  policy"  being  for  the  time  omni- 
potent in  the  Legislature,  the  new  Company  pro- 
ceeded to  purchase  the  right  of  way  on  the  wholt 
length  of  the  road,  thus  avoiding  the  necessity 
of  the  legislation  above  referred  to.  One  would 
suppose  that  here,  at  least,  opposition  would  cease, 
and  the  stockholders  would  be  permitted  to  pro- 
secute their  enterprise  without  further  interruption. 
But  no!  "State  Policy"  was  yet  alive,  and  it  all  ai 
once  discovered  that  not  only  did  the  Railroad 
Law  require  this  legislation  to  protect  the  right  ol 
parties  whose  lands  it  was  proposed  to  condemn, 
"jut  that  it  was  equally  required  to  protect  the  stock- 
lolders  against  theviselves  ;  and  that  the  Railroaa 
Company  could  not  build  a  road  across  its  oicn 
lands. 

It  was  then  determined  to  apply  to  the  Legisla- 
Lure  to  give  the  Company  all  tiie  powers  that  it 
was  pretended  it  lacked,  but"  State  Policy''  was 
again  in  the  ascendant,  and  the  Legislature  refus- 
ed to  recognize  the  Company  as  a  valid  corpora- 
tion under  the  Railroad  Law,  aud  rejected  the  bill 
by  a  large  majority.  But  now  came  a  reaction, 
and  the  sense  of  the  people  began  to  operate,  and 
•'  State  Policy"  was  doomed  aud  the  Legislature 
at  its  late  special  session,  by  a  vote  of  two  to  one, 
gave  the  Mississippi  aud  Atlantic  Railroad  Com- 
pany all  the   powers  that  it  required  to  prosecute 

Its  work  to  completion. 

Now  it  will  be  seen  that  the  Mississippi  and  At- 
lantic Railroad  Company  have  surmounted  all  the 
difficulties  that  its  opponents  have  placed  in  its 
way  ;  and  that,  driven  out  of  the  Legislature,  they 
next  make  their  appearance  in  Wall  street.,  and 
renew  the  contest  with  different  tactics.  They 
have  failed  to  protect  the  people  of  Illinois  against 
the  schemes  of  capitalists  who  would  build  roads 
and  expend  money  within  their  borders,  now  are 
much  distressed  for  the  capitalists  themselves,  and 
they  read  them  a  lecture,  urging  them  to  a  conser- 
vative course,  and  warning  them  against  contribu- 
ting to  the  building  of  rival  roads.  It  will  be  seen 
from  the  above  which  is  the  rival  road.  The  one 
contemplated  long  since,  and  which  would,  but  for 
the  opposition  it  has  met  with,  ere  this  have  been 
in  full  operation,  and  occupying  the  straight  line 
between  St.  Louis  and  the  point  from  which  10,000 
miles- of  road  diverage  to  the  Atlantic  cost;  or  the 
crooked  line,  beginning  at  Alton,  and  pursuing  a 
devious  course,  finally  comes  to  the  same  eastern 
terminus  with  the  Mississippi  and  Atlantic.  The 
one  for  which  the  capital  stock  nas  been  long  sub- 
scribed, or  that  which  could  with  difficulty  be 
prosecuted,  even  after  capitalists  had  been  induc- 
ed to  take  an  interest  in  it  only  by  assurances,  to 
which  they  trust  that  "  State  Policy"  would  for- 
ever prevent  the  prosecution  of  the  other, 


Road,  they  certainly  cannot  blame  any  but  them- 
selves. They  had  full  notice  that  this  Road  would 
be  built.  If  they  have  failed  to  prevent  it,  they 
must  suffer  the  consequence  fo  their  mistake.  Had 
the  friends  of  the  Mississippi  and  Atlantic  resorted 
to  the  mode  of  warfare  adopted  by  their  oppon- 
ents, it  would  have  been  an  easy  matter  to  have 
driven  their  securities  out  of  the  market. 

For  the  local  business  there  can  be  no  rivalry 
whatever  between  the  roads,  as  a  glance  at  the 
map  will  show.  The  Ohio  and  Mississippi  Road 
crosses  the  Wabash  river  some  sixty  miles  south 
of  Terre  Haute,  and  does  not  sensibly  approach 
nearer  than  that  distance  to  the  line  of  the  Missis- 
sippi and  Atlantic  Road,  until  they  have  traversed 
nearly  three  fourths  of  the  way  to  St.  Louis,  and 
as  these  lines  proceed  east  of  Terre  Haute  they 
are  still  wider  apart.  The  Alton  and  Terre  Haute, 
although  starting  from  the  same  eastern  point  with 
the  Mississippi  and  Atlantic  Road,  diverges  imme- 
diately therefrom,  and  runs  its  whole  distance,  a- 
Dout  twenty-five  miles  from  it,  at  which  distance 
they  are  apart  when  they  touch  the  Mississippi 
River. 

For  the  through  business  between  St.  Louis  and 
all  the  East,  the  Mississippi  Road  can  suffer  from 
no  competition  that  is  not  ruinous  to  those  who 
attempt  to  compete  with  it ;  for  the  reason  that  it 
is  the  short-  route  in  the  right  direction,  opposed 
to  the  long  route  in  the  wrong  direction.  From 
St.  Louis  to  Terre  Haute  it  will  have  the  advantage 
of  30  miles  in  distance.  This  measures  its  super- 
iority as  a  through  line.  In  view  of  all  these  con- 
siderations, where  is  the  project  in  the  United 
States  that  holds  out  such  inducements  to  capital- 
ists as  this  ?  A  route  of  greater  merit  cannot  be 
found  in  this  country,  nor  one,  the  advantages  of 
which  are  better  understood  by  the  business  world 
aud  capitalists. 

The  contracts  for  this  Road  have  been  mad«  in 
short  portions  and  to  be  paid  in  cash  only.  Those 
familiar  with  the  mode  so  generally  in  vogue  of 
letting  in  large  masses  to  large  contractors,  paya- 
ble in  stock  and  bonds,  and  of  which  practice  the 
roads  opposing  the  Mississippi  and  Atlantic  are 
specimens,  will  at  once  see  that  every  dollar  of 
the  capital  of  this  road  will  be  represented  by  val- 
ue received,  and  not  one-third  or  one-quarter  of  it 
a  fiction,  representing  the  profits  of  the  contractors 
and  nothing  else.  The  intelligent  capitalist  will 
have  no  difficulty  in  deciding  which  is  the  true 
and  which  the  bogus  line. 

Perhaps,  however,  the  most  unwarrantable  feat- 
ure in  the  article  alluded  to  is  the  slur  attempted 
to  be  cast  upon  the  President  of  the  Mississippi 
and  Atlantic  Railroad  Company,  Mr.  Brough,  and 
whose  name  is  so  intimately  connected  with  th« 
work,  in  consequence  of  the  decline  in  the  market 
value  of  the  stock  of  a  Company  of  which  he  was 
the  former  President,  and  which  is  styled  one  of 
his  projects,  (and  which  it  is  confidently  expected 
will  be  but  temporary  That  Road  was  not  a  pro- 
ject of  Mr.  Brough.  It  was  begun  by  the  State 
of  Indiana,  and  abandoned  from  its  inability  to 
complete  it,  It  was  then  given  to  a  private  Com- 
pany who  placed  it  under  the  charge  of  Mr. 
Brough,  by  whom  it  was  resuscitated  and  made 
one  of  the  best  paying  Roads  in  the  country.  It 
did  a  large  business,  which  has  been  reduced  by 
the  opening  of  other  roads.  For  the  location  of 
the  Road,  Mr.  Brough  certainly  is  not  responsible, 
nor  for  the  building  of  rival  Roaids  which  have  inter- 
fered with  its  business ;  what  he  did  was  well  done, 
and  the  efficiency  and  ability  displayed  by  him  in 
his  management  of  that  work  after  its  abandon- 
ment by  the  State,  point  him  out  as  the  most  suit- 
able individual  to  whom  could  be  confined  the 
construction  of  the  great  line  fVom  Terre  Haute  to 
St.  Louis,  and  to  him  is  certainly  due  great  praise 
ail  having  been  instrumental  in  overthrowing  that 
incubus  upon  Illinois — "  Sute  Policy." 
In  conclusion  permit  me  to  assure  the  gentle- 
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The  Mississippi  and  Atlantic  Road  has  no  rivalUen  who  have  been  so  active  and  untiring  In  op. 
any  proposed  Road.     It  can  have  no  rival  that  posing  the  construction  of  the  M.  and  A.  Railroad. 


Which  now  t«rminat«8  virtually  about  10,000  miles  its.    If  they  suffer  fVom  the  construction  of  this 


does  not  occupy  Us  own  lint.    The  opposing  lines 
can  never  interfere  with  its  usefulness  or  its  prof- 


thatthey  may  spare  themselves  any  further  effort  in 
that  behalf.    The  Road  will  be  maoe. 

A  NSW  TO&K  STOCKHOLDER. 
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CONPLICTING     RAILWAY     GRANTS. 

This  was  the  chief  subject  of  discussion  in  the 
case  of  the  Union  Branch  Railroad  Company  vs. 
the  East  Tennessee  i^f-  Georgia  Railroad  Company 
lately  decided  by  Judge  Lumpkin  in  the  Murray 
Superior  Court  in  Georgia,  and  reported  in  the 
American  Law  Register  for  last  month.  In  what 
cases  one  statute  can  repeal  a  previous  statute  by 
mere  implication  is  often  a  grand  question,  as  the 
Nebraska  controversy  abundantly  shows.  The 
legal  authorities  agree  that  an  older  statute  can- 
not be  impliedly  repealed  by  a  later  one  unless 
the  repugnancy  between  the  two  is  irreconcile- 
able.  The  law  does  not  favor  such  a  construc- 
tion as  repeals  a  former  law  by  mere  implica- 
tion derived  from  a  later  one.  It  is  to  be  pre- 
sumed that  a  legislative  body  will  not  hide  its 
meaning  in  innuendo  and  mystery,  but  will  ex- 
plicitly say  what  it  intends.  In  construing  dif- 
ferent laws  relative  to  the  same  subject,  Courts 
of  Justice  inquire  into  the  guiding  policy  of  the 
Government  by  which  those  laws  were  enacted, 
and  availing  themselves  of  the  light  derived  from 
that  source  they  endeavor  to  harmonize  their  ap- 
parent incongruities. 

But  this  cannot  always  be  done.  And  in  such 
case  the  latest  expression  of  the  Legislative  will 
if  clear  and  decisive  must  prevail. 

It  was  denied  by  the  complainants  in  the  case 
above-mentioned  that  the  State  of  Georgia  could 
give  authority  to  the  East  Tennessee  and  Geor- 
gia Railroad  Company  as  a  corporation  of  the 
State  of  Tennessee  to  extend  their  road  into  Geor- 
gia. But  this  is  untenable  ground.  For  it  is  the 
law  of  the  land  that  a  corporation  of  one  State 
or  country  may  make  valid  contracts  in  another 
State  or  country,  provided  their  charier  warrants 
such  contracts,  and  there  be  no  positive  disabili- 
ty by  statute  for  a  corporation  to  make  such 
contracts  in  the  State  where  they  are  made.  The 
fullest  comity  prevails,  in  this  respect  through 
the  different  States  of  the  Union.  This  point  was 
definitively  established  by  the  Supreme  Court  of 
the  Uuited  States  in  the  case  of  the  Bank  of 
Augusta  vs.  Earlc,  13  Peters  519. 

It  was  also  objected  that  the  Act  of  the  Legis- 
lature of  Gteorgia  authorizing  the  defendants  to 
extend  their  line  into  that  State  in  consideration 
of  a  similar  act  passed  by  the  Legislature  of 
Tennessee  giving  a  reciprocal  privilege  was  an  un- 
authorized compact  between  two  States,  and  as 
such  prohibited  by  the  Constitution. 

But  this  was  held  only  to  apply  so  treaties  of 
a  political  character. 

We  subjoin  a  summary  of  the  principal  points 
decided  by  Judge  Lumpkin  in  the  case  first  above- 
mentioned.  >>   -: :■   :      .  •  .■-  ■ 

Ist.  In  the  year  1840  the  Legislature  of  Geor- 
gia incorporated  the  complainants  (by  a 
name  different  from  their  present  one)  re- 
serving the  right  to  repeal  the  act  of  incor- 
poration. In  1847  an  act  was  passed  grant- 
ing the  right  of  way  over  the  same  route 
to  the  defendants.  In  1849  the  Legislature 
recognized  the  privileges  granted  to  the 
said  Company  by  the  act  of  1840  but  re- 
pealed the  clause  in  their  charter  reserv- 
ing the  right  to  repeal  the  same. 

The  act  of  1847  repealed  the  act  of  1840 
so  far  as  the  exclusive  right  of  way  was 


concerned,  because  the  former  act  is  di- 
I  rectly  repugnant  to  the  latter.     An  affir- 

mative  statute  is  a  repeal  by  implication 
of  a  prior  aflamiative  statute,  so  far  as  it 
is  contrary  thereto. 

2d.  The  prohibition  in  the  Constitution  of  the 
United  SUtes  to  the  effect  that  "no  Sute 
without  the  consent  of  Congress  shall  en- 
ter into  any  agreement  or  compact  with 
another  State  or  with  a  foreign  power"  is 
political  in  its  character,  and  has  no  re- 
ference to  a  mere  matter  of  contract  or  to 
the  grant  ol  a  franchise  which  nowise  con- 
flicts with  the  powers  delegated  to  the 
General  Government  by  the  States. 

8d.  The  existence  of  a  corporation  as  a  party 
capable  of  contracting  may  be  recognized 
by  Courts  other  than  those  in  which  the 
charter  was  granted. 

Report  oil   the    Lackaivanna  Coal  Reglon> 

Professor  Henry  D.  Rogers  has  made  a  detailed 
report  on  the  geology  and  mineral  resourccb  of 
that  portion  of  the  Lackawanna  Coal  Basin  owned 
by  the  Delaware,  Lackawanna  and  Western  Rail- 
road Company  and  the  Lackawanna  Coal  and  Iron 
Company. 

These  lands  are  situated  iu  the  Lackawanna 
Valley,  about  50  miles  from  the  Erie  Railroad  at 
Great  Bend,  and  contain,  in  all,  about  5,000  acres 
of  land  in  and  about  the  town  of  Scranton.  Of 
their  extent,  about  2,000  acres  are  covered  with 
excellent  timber,  underlaid  for  a  considerable 
portion  with  a  bed  of  excellent  iron  ore.  The 
other  and  more  valuable  part  of  the  estate,  con- 
taining about  3,000  acres,  is  wholly  underlaid  j 
with  coal. 

After  giving  a  general  view  of  the  topographical 
features  of  the  district  in  which  these  lauds  are 
situated,  a  description  of  the  strata  is  given. 

The  first  and  lowest  in  the  order  of  stratification, 
is  a  thick  series  of  gray  sandstones,  occasionally 
pebbly,  and  including  beds  of  shale.  This  out- 
crops high  on  the  inner  slope  and  summit  of  the 
outer  broad  mountain  ridge  of  each  border  of  the 
Basin.  The  formation  is  several  hundred  feet  in 
thickness ;  and  is  the  lowest  or  oldest  of  our  Amer- 
ican carboniferous  strata,  but  in  this  part  of  the 
mountain  chain  of  the  country,  contains, no  coal 
nor  any  notable  amount  of  Iron  on^.  Some  of  the 
extreme  South  Eastern  tracts  of  the  Company's 
estate,  extend  into  this  formation,  where  it  forms 
the  high  mountain  bordering  the  upper  reach  of 
the  valley  of  Stafl'ord  Meadow  Brook. 

Next  in  succession,  overlying  the  previous  set. 
and  outcropping  to  form  the  bench,  or  sometimes 
valley,  which  fyllovvs  the  inner  slope  of  the  outer 
or  main  mountain  all  round  the  Coal  Basin,  is  a 
mixed  group  of  strata,  red  shales  in  tlie  inferior 
portion,  gray  sandstones  aud  buff-colored  slates  in 
the  middle,  and  a  peculiar  hone-like,  very  close- 
grained  calcareous-sanxistone  in  the  upper.  It  is 
among  the  layers  of  the  lower  or  shale  group  of 
this  formation  that  we  encounter  the  interesting 
calcareous  Iron  «?/•<?  of  the  Stafford  Meadow  Valley, 
now  extensively  mined  there  on  the  Lackawanna 
Iron  and  Coal  Company's  lands,  and  largely  smel- 
ted in  the  furnaces  at  scranton 

Immediately  over  the  fine-graiced,  hoae-like 
sandstone  of  the  top  of  the  last  Series,  rests  the 
coarse,  massive,  white  and  gray  conglomerate, 
which  constitutes  the  base  or  supporting  member 
of  the  productive  coal  measures,  or  Upper  Car- 
boniferous Series ; 

At  Scranton,  on  Roaring  Brook,  the  coarser  rock 
is  about  eighty  feet,  and  the  finer  grained,  which 
is  here  quarried  and  makes  a  valuable,  strong 
building  stone,  is  about  the  same  thickness.  In 
some  parts  of  the  Anthracite  coal  region,  and  pos- 
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sibly  in  certain  localities  on  the  borders  of  tb« 
Wyoming  Basin,  indications  exi».t  of  the  presence 
of  a  bed  of  coal  in  the  shjiles  which  Bf>metime» 
separate  these  two  divisions  of  the  conglomerate. 
This  fact,  and  the  identity  in  composition  of  th© 
upper  member  with  the  coarser  grits  of  the  true 
coal  measures,  induce  me  to  class  it  as  a  part  of 
these,  though,  as  it  usually  lies  below  any  worka- 
ble coal,  it  may  equally  retain  its  place  as  a  divis- 
ion of  the  congolomerate  upon  which  it  directly 
reposes,  and  into  which  it  in  many  places  gradtia- 

The  last  and  highest  of  the  formations  of  the  r©- 
gion  in  the  order  of  stratification,  is  the  Coal  For- 
mation  proper.  In  the  Wyoming  and  Lackawanna 
basin,  this  consists,  as  is  well  known,  of  coars© 
and  fine-grained  gray  micaceous  sandstone,  pebblf . 
in  some  of  their  beds ;  and  of  argillaceous  sand-  . 
stones,  shales,  slates,  and  fire-clays  ,  some  mors 
siliceous  and  gritty,  some  more  itluminous  and 
>mooth  ;  and  between  all  these  are  interstratiBcd 
beds  of  anthracite  of  all  dimensions,  from  a  few 
inches  to  many  yards  in  thickness.  All  the  coal 
seams,  with  one  or  two  very  local  exceptions, 
yield  either  wliite  or  gray  ashes,  and  as  in  the 
Pottaville  and  Shamokin  basins,  the  coals  of  this 
character  are  overlaid  by  a  group  of  beds,  produc- 
ing red  and  brownish  ashes  such  as  are  not  her* 
met  with,  it  is  fair  to  infer  that  in  tlin*  Wyoming 
valley  we  have  the  rcpre-nenUtives  of  only  the  low- 
er or  White  Ash  Series  of  the  other  basins. 

It  is  impossible  to  estimate  with  precision,  until 
researches  now  in  progress  a^e  Completed  the  to- 
tal thickness  of  the  coal  niea-sun-s  in  the  deepest 
parts  of  the  Wyoming  and  Lhck.awanna  basin,  nor 
to  count  with  accuracy  the  number  of  the  availa- 
ble beds  of  coal  iu  those  localities,  for  my  pres- 
ent purpose,  that  of  a  general  sketch  of  the  ecolo- 
gy and  vast  mining  resources  of  this  valley,  it  will 
be  sufficient  to  state  hen-,  that  exact  mea-surement 
has  already  disclosc<l,iu  the  vicinity  of  Wilkesbar- 
re,  the  widest  anil  apj)ai-cntly  the  dccjjest  portion 
of  the  coal  field,  the  existcnoe  of  from  1000  to  1,- 
2'X)ormore  feet  of  co.-iJ-lH-arin^  strata,  and  th« 
picsence  within  thereof  sixteen  or  eighteen  separ- 
ate beds  of  coal :  two  or  three  of  ihcui  being  com- 
pound Meams  of  great  size,  aad  about  ten  or  more 
of  the  whole  series  being  permanently  of  ample 
dimensions  for  profitable  mining.  This  depth  of 
the  coal  measures,  and  the  number  of  the  contain- 
ed coal  seams  grow  loss,  of  course,  liom  the  cen- 
tre of  the  basin  towards  its  two  margins,  aud  also 
towards  its  two  contracting  eatremities. 

In  the  immediate  neighborhood  of  Scranton,  a 
portion  of  the  Coal  Bavin  where  the  coal   measu- 
res am  unusually  well  developed  by  natural  fea- 
tures in  the  topography,  and  through  the  research- 
es directed   by   the  companies,   the  coal  rocks, 
counting  from  the  upper   surface  of  the   Scral  or 
lower  conglomerate  to    the  highest  sandstones   of 
the  plateau   South-west  of  Hyd  •   Park   Village, 
disclose,  upon  careful  measurements,  an   aggre-  . 
gate  thickness  of  about  seven  hundred  feet ;  and 
in  this  depth  of  strata  the  whole  number  of  coals,  . 
large  and  fmall,  amounts  to  no  less  than  twelve, ; 
not  estimating  as  separate  seams  anj'  layers  which 
might  be  regarded  as  subdivisions  of  compound 
beds.     Tbo  assembled  thickness  of  those  twelve 
plates  of  Anthracite  is  not  less  than  seventy-four 
feet,  taking  for  some  their  mean,  for  others  their 
minimum,  dimensions;  and  fhe  thickness  availa- 
ble for  market,  under  judicious   raining,  I   would  ■ 
estimote  at  thirty-nine  or  forty  feet.     These  ag-  ; 
gregates,  arrived  at  through  careful  personal  ob-  • 
servation  and  many  patient  measurements,  exhibit  . 
certainly  an  unusual  amouut  of  coal  in  so  moder-  i 
ate  a  depth  of  strata,  being  nearly  eleven  feet  of 
the  former  to  each  one  hundred  feet  of  the  latter ; 
or  of  good  salable  coal,  the  high  proportion  of  six 
feet  to  every  one  hundred  feet  of  rock.     The  im- 
mediate and  encouraging  itkference  from  this  in- 
controvertible statement  of  thicknesses  is,  that  - 
here  is  a  tract  particularly  eligible  for  mining  by  • 
perpendicular  shafts  or  pits,  since  the  whole  body 
of  the  coal  measures,  possessing  generally  but  a 
gentle  dip,  may  be  perforated,  and  the  coal  reach- 
ed to  the  large  amount  abovti  meottooed,  bj  shaft! 
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descending  only  a  few  hundred  feet  from  the  sur- 
face. An  inspection  of  the  appended  column  of 
the  Scraton  coal  measures  discloses  the  still  more 
interesting  fact,  that  in  a  depth  of  no  moie  than 
four  hundred  feet,  starting  with  the  third  coal 
from  the  surfivce,  or  the  five  feet  seam,  found  near 
the  base  of  tlio  hills,  and  ending  below  with  the 
lowest  included  in  my  estimate  as  workable, — the 
six  feet  bed  or  the  third  up  from  the  bottom, — the 
thickness  of  coal  amounts  to  fifty-eight  feet,  of 
which  the  quantity  available  for  raining  may,  at  a 
prudent  estimate,  be  computed  to  equal  at  least 
some  thirty-live  feet  divided  in  seven  different 
workable  beds.  These  seven  beds  are  equivalent 
to  sustaining  seven  separate  collieries,  capable  of 
delivering  their  coals  to  the  surface  through  a  sin- 
gle wide  shaft,  or  better,  through  two  shafts, 
neither  of  them  more  than  four  hundred  feet  in 
depth.  * 

in  reviewing  the  descriptions  of  the  coal  scams 
comprised  within  the  Scranton  property,  it  will  be 
seen  that  the  general  summary  given  in  the  earl- 
ier pages  of  this  Report,  to  the  effect,  that  in  a 
depth  of  no  more  than  four  hundred  feet  of  strata, 
rbc  net  thickness  of  coal  available  for  market  ex- 
ceeds some  thirty-five  feet,  is  here  abundantly 
confirmed.  But  to  bring  out  in  a  clearer  light  the 
remat  kable  productiveness  of  this  portion  of  th« 
lower  coal  measures  as  they  present  themselves 
near  Scranton,  I  will  assemble  in  a  tabular  form, 
the  actual  least  thicknesses  of  the  several  coals 
within  this  bulk  of  strata,  their  net  teickness  of 
good  coal  fit  for  market,  and  the  computed  yield 
of  such  coal  per  acre  from  each  bed. 

Coais.  Least  thickness.  Good  coal.  Yield  of  good 

per  acre. 


K. 

5  feet.   ' 

3    feet. 

4,000  tons 

I. 

7    " 

44    " 

7,000  " 

H. 

10    " 

71    " 

12,000  " 

0. 

6    " 

3      " 

6,000  " 

F. 

22    " 

9      " 

16,000  " 

D. 

8    " 

6      " 

10,000  " 

C. 

6    " 
54  feet. 

4i     " 

7,000  " 

37 J  feet. 

60,000  tons. 

As  a  group,  these  Scranton  coals  are  to  be  class- 
ed with  the  free-burning,  white  ash  Anthracite,  a 
very  valuable   variety,  unithing  the  strength,  or 
great  heating  poicer  for  which  the  true  Anthracites 
aro  preeminent,  with   that  readiness  of  kindling 
and  activity  of  combustion,  which  distinguish  the 
firmer  semi- Anthracites,  and  which  the  densest 
and  hardest  coals  do  not  possess.    Both  in  struc- 
ture and   composition  the  more  ignitible  of  these 
coals  hold  a  station  apparently  intermediate  be- 
tween the  most  compact  Anthracites  nearly  desti- 
tute of  inflammable  gases,  and  those  more  fissured 
and  lighter  varieties  containing  a  notable  amout 
of  the  carburetted  hydrogen  gases,  and  which  I 
have  elsewere  denominated  the  semi- Anthracites. 
While  the  dryest  and  densest  Anthracites  include 
about  three  per  cent,  of  their  weight  of  inflamma- 
ble gases,  and  the  semi- Anthracites,  some  seven 
or  eight  per  cent.,  these  Lackawanna  coals,  on  the 
verge,  as  it  were,  of  the  class  of  Anthracites  or 
flameless  coals,  possess  an  average  as  much   ns 
five  per  cent,  of  these  free  burning  elements.   And 
so,  again,  in  respect  to  the  structure  of  these  coals. 
In  the  hardest  and  dryest  Anthracites,  the  beds 
are  impei  fectly  and  irregularly  jointed,  tlie  litssur- 
es  being  few  and  wide  apart ;  and  on  |,he  other 
band,  in  the  semi- Anthracites,  these  crtvices  are 
parallel  and  very  close  together,  averaging  two  or 
three  in  an   ince ;  but  in  this  group  of  the  less 
dense  and  quikcr  kindling  Anthracites^the  joints, 
though  regular  and  parallel,  are  interidediate   in 
-degree  of  frequency,  not  occurring  oftener  than 
■  once  in  every  two   or  three  or  four  inches.     As  a 
large  proportion  of  these  Tiatural  fissures  commence 
and  end  within  the  same  band,  they  permit  the 
coal  to  be  he>ved  and  transported  in  chunks  or 
massive  and  as  solid  as  need  be   desired,  while 
they  impart  to  the  coal,  when  intentionally  broken 
up,  a  prevalence  of  the  square  or  cubical  shape. 
This  feature  seems  to  be  attended  with  at  least 


two  decided  advantages  :  one  is,  that  it  assists  ma- 
terially the  closer  stowage  of  the  fuel,  an  element 
of  much  importance  in  ocean  navigation :  and  the 
other  is,  that  it  facilitates  the  kindling  and  ready 
burning  of  the  coal,  by  the  multiplicity  and  sharp- 
ness of  the  corners  and  edges  exposed  to  the  heat 
and  the  current  of  air  during  combustion. 

In  point  of  purity  or  freedom  from  earthy  mat- 
ter, these  coals  of  the  vicinity  of  Scranton  will 
compare  favorably  with  the  beds  of  the  correspon- 
ding lower  white  ash  group  of  the  Lackawanna 
and  Wyoming  basin  generally,  and  indeed,  with 
the  better  class  of  Anthracites  anywhere  through- 
out the  coal  region.  Analysis  shows  that  the  i)or- 
tions  which  are  mined  for  transportation,  contain 
not  more  than  six  or  eight  per  cent,  of  ashes,  and 
this,  it  Is  well  known,  is  a  low  i)roportion  for  mer- 
chantable Anthracite  coals.  The  eathy  residue  of 
these  coals,  being  of  the  kind  called  white  ashes, 
consisting  chiefly  of  silica  and  alumina,  and  con- 
taining but  little  alkali,  lime,  or  oxide  of  iron,  and 
being  capable  therefore  of  withstanding  a  high 
heat  without  melting,  or  more  than  softening  into 
a  spongy  cinder,  are  exempt  from  the  serious  de- 
fect of  producing  the  hard,  stony  clinker  caused 
generally  by  the  red  ash,  and  often  by  the  so-cal- 
led grey  ash  Anthracites. 

The  proportion  of  solid  carbon, — the  amount  of 
which  in  coals,  from  the  best  practical  researches 
on  fuel,  must  bo  accepted  iis  very  nearly  the  mea.s- 
uro  of  their  absolute  heating  strength, — is,  in  the 
instance  of  these  Scranton  Anthracites,  about  eigh- 
ty-seven to  eighty-eight  per  cent,  of  the  whole 
mass,  a  ratio  only  about  two  per  cent,  less  than 
distinguishes  the  dryest  or  least  gaseous  varieties 
in  the  Lehigh  coal  fields,  while  the  diflerence  is 
amply  compensated  for  in  the  gain  of  this  amount 
of  ignitible,  inflammable  gases — hydrogen  and 
carburetted  hydrogen, — which  serve  materially  to 
increase  the  promptness  of  kindling,  and  rapidity 
of  burning,  or  the  total  amount  of  heat  evolved  in 
a  given  time. 

These  Scranton  coal.s,  iu  their  comparative  pur- 
ity or  freedom  from  earthy  matters,  and  large  a- 
mount  of  carbon  in  their  possession  of  a  moderate 
density  and  some  free  inflammable  gas,  and  in 
their  square  mode  of  fracture,  combine  in  a  high 
degree  the  three  chief  essential  attributes  of  a  su- 
perior fuel, namely,  great  absolute  heatingstrength, 
quick  jgnitibility  or  activity  of  combustion,  and 
the  power  of  packing  closely.  Other  coals  may 
surpass  them  in  some  one  of  these  qualifications 
to  a  small  extent,  but  I  doubt  if,  on  a  fair  experi- 
mental comparison  of  properties,  any  will  be  found 
to  combine  a  larger  to(al  of  efficiency  in  all  these 
several  ways. 

With  a  view  to  exhibit  more  distinctly  the  ex- 
cellences of  the  class  of  free-burning  white  ash 
Anthracites,  such  as  these  I  have  above  described, 
I  will  conclude  this  Essay,  with  a  condensed  suc- 
vey  of  the  principal  qualities  essential  to  a  good 
fuel  for  producing  steam,  or  for  domestic  uses : — 

1.  It  should  possess  great  actual  heating  pow- 
er. 

2.  As  far  as  consitent  with  the  foregoing,  it 
should  kindle  quickly,  and  burn  fast,  generating 
the  largest  amount  of  heat  in  the  shortest  time. 

3.  Its  earthy  matter  should  be  small  in  quantity, 
auddifficultto  fuse ;  it  (vill  thusmake  noclinker.de- 
mand  but  little  raking  of  its  fires,  .-iid  undergo  hut 
little  waste  in  cousequeuce. 

4.  It  should  contain  but  little  sulphur. 

5.  The  violatile  ingredients  of  the  coal  should 


the  more  manageable,  more  active,  and  more  econ- 
omical will  it  i)rove. 

8.  The  betttr  a  coal  unitrqe  the  tenacity  neces- 
sary for  economical  transportation,  with  this  me- 
dium amount  of  frangibility  on  the  fire,  the  larger 
the  effective  result  of  a  given  quantity,  from  the 
time  it  leaves  the  mine. 

9.  And  the  greater  the  aggregate  of  positive 
heating  power,  rapidity  of  combustion,  and  com- 
pactness of  stowage  compatibly  assembled  in  a 
coal,  the  nearer  does  it  approach  the  ideal  stand- 
ard of  a  perfect  fuel. 

-  .  Respccfully  submitted, 

Bv  your  obedient  servent, 

IIE.VR  I  D.  ROGERS. 
Boston,  Jan.  2l8t,  1854. 


Ogdensburgand  Vermont  Central  Rallroadi 

Three  Directors  of  the  Ogdensburg  Railroad 
have  resigned,  and  Mr.  Lee,  the  President  of  the 
Vermont  Central  Railroad,  has  retired  from  that 
office,  and  Mr.  John  Smith  of  St.  Albans,  (Pres't 
of  the  Vermont  and  Canada  Road,)  has  been 
chosen  in  his  stead.  Mr.  Smith  has  also  been  re- 
elected Trustee  of  the  Vermont  Contral  Road, 
under  its  first  mortgage.  The  Ogdensburg  Direc- 
tors who  retire  arc  Messrs.  Livermore,  Conant  and 
nendeo,  and  their  places  are  filled  by  Messrs.  John 
Smith,  Joel  W.  White  of  Norwich,  Conn.,  and 
Col.  John  II.  Peck  of  Burlington. 


Annual  Report  of  the   Paciflc  Railroad 
tbe  Stockholder*. 
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be  free  inflammable  gases,  not  bituminous  matters 
forming  smoke ;  and  they  ought  to  be  barely  abun- 
dant enough  to  assist  rapidity  of  combustion,  as 
the  larger  the  proportion  of  fixed  carbon,  the  great- 
er seems  the  heating  power. 

6.  They  should  not  be  too  tender  pn  the  fire, 
nor  yet  too  refractory ;  a  certain  tendency  to  fall 
to  pieces  spontaneously  while  burning,  but  not  an 
over  amount  of  this,  is  a  great  desideratum,  as  it 
confers  activity  and  steadiness  of  combustion ;  too 
much  of  impedes  combustion  by  increasing  the 
friction  of  the  air  passing  through  the  Are. 

7.  The  lower  the  temperature  at  which  an  An- 
thracite will  kmdle  and  maintain  itself  burning. 


Offick  Pacific  Railroad,  ) 
St.  Louis,  March  27,  1854.       ] 

In  conformity  with  the  requirements  of  the 
charter,  the  Directors  of  the  Paciflc  Railroad  sub- 
mit to  the  stockholders  an  exhibit  of  the  condition 
and  affairs  of  the  company,  for  the  year  ending 
the  last  Monday  of  March,  instant. 

1.  The  amount  of  capital  stock  subscribed  to 
this  date  is  S2,382,G50. 

2.  All  the  stock  subscribed  on  the  first  division 
has  been  called  in,  70  per  cent,  of  that  on  the  sec- 
ond division,  and  10  percent,  of  the  subscriptions 
on  the  third  and  fourth  divisions,  west  of  Jefferson 
City.  Of  these  calls  SI  ,202,967  50  has  been  paid. 
The  amount  unpaid  of  the  whole  capital  subscrib- 
ed is  SI, 179,682  50.  The  number  of  shares  for- 
feited for  delinquency  is  205,  amounting  to  S20,- 
500. 

3.  The  amount  of  Bonds  received  from  the 
State  is  SI, 350,000.  Yet  to  be  issued  for  Kansas 
line,  Sl,650,000.  For  South-western  Branch,  Sl,- 
000,000. 

4.  The  total  amount  expended  by  the  company 
to  the  10th  of  March,  in  construction,  is  $2,644,- 
437  36.  The  total  amount  actually  expended  for 
all  purposes,  is  $2,780,699  26. 

5.  The  floating  indebtedness  of  the  company, 
including  bills  payable,  amounts  to  $111,140. 

The  funded  debt,  exclusive  of  State  Bonds  re- 
ceived, is  $90,000,  being  six  per  cent,  bonds,  pay- 
able in  twenty  years,  issued  in  purchase  of  depot 
lands  in  the  city. 

6.  The  first  division  of  the  road,  extending 
from  St.  Louis  to  Franklin,  38  miles,  was  so  far 
completed  as  to  admit  of  the  passage  of  a  train 
over  it  on  the  19th  July,  1853,  and  on  the  23d  of 
the  same  month,  the  division  was  opened  for  bu- 
siness, since  which  period  daily  trains  have  been 
regularly  running,  carrying  freight  and  passen- 
gers. 

7.  The  second  division  was  put  under  contract 
early  in  May,  1853,  and  work  on  the  line  from 
Franklin  to  Jefferson  City,  eighty-eight  miles, 
generally  commenced  in  Augast. 

8.  The  actual  amount  of  receipts  and  expendi- 
tures (apportioned)  to  the  lOth  inst.,  appears  in 
the  balance  skeet  hereunto  annexed.  But  a  gen- 
eral apportionment  of  the  expenditures  and  esti- 
mate of  unexpended  means  of  the  company,  with- 
out reference  to  the  South-western  Branch,  is  as 
follows  : 

For  construction,  first  division $1,554,455  00 

For  construction,  rolling  stock 144,709  37 
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For  constrnction,  S.  W.  Branch,  in- 

cIudiDg  expenses  of  land  grant . .        55,176  60 

For  construction,  rf^l  estate 179,563  77 

For    construction,    Iron    Mountain 

Branch.... ;••;••         ^-^^3  58 

For    construction,  second    division 

and  surveys  to  Kansas 708,679  24 


Total  expended  in  construction 
and  real  estate S2,644,437 


Materials  on  hand  unapplied . . 
Transportation  expenses.  S4 1,036  69 
Interest  charged  to  trans- 
porUtion 24,180  00 


71,045 


46 
11 


-      S65,216  69 


Total  expenditures $2,780,698  26 

MEANS    UNEXPENDED. 

Stock  subscription  to 

be  collected Sl,179,682  50 

Balance  in   hands   of 

officers 201,185  39 


SI, 380,867  89 
State   Bonds  not   yet 
called  for 1,650,000  00 


83,030,867 
The  portion  of  land 
grant  applicable  to 
Kansas  line  is  127,- 
000  acres,  at  S6  per 
acre,  is 635,000 


89 


00 


-S3,665,867  89 

THIRD    AND    FOURTH    DIVISIONS. 

These  divisions  comprising  that  part  of  the  line 
i-  lying  between  Jefferson  City  and  the  terminus  in 
Jackson  County,  are  advertised  for  proposals  for 
contract  to  be  received  in  May  next.  A  party  of 
engineers  arc  now  in  the  field  making  the  final  lo- 
cation. This  part  of  the  line,  being  in  a  prairie 
country,  will  admit  of  comparatively  cheap  and 
prompt  construction.  The  Board  have  authorized 
the  issue  of  S2,500,000  of  7  per  cent,  convertible 
bonds,  to  be  secured  by  mortgage  of  this  line  of 
road,  in  the  belief  that  a  negotiation  at  fair  prices 
of  such  amount  of  bonds  will  be  sufficient  to  open 
the  road  to  Indfepeudince.  Of  the  land  grant 
127,000  acres  arc  found  to  be  due  to  this  line  of 
road,  a  \<l  that  quantity  of  the  located  and  select- 
ed land  will  be  set  apart  to  aid  in  its  construc- 
tion. .  ,i, -i.  ,   -^ 

SOUTH-WESTERN    BRANCH.       '  ;  = 

The  final  surveys  of  tho  past  season  resulted  in 
a  considerable  shortening  of  this  line.  The  length 
of  this  branch,  as  located  from  Franklin  to  the 
State  line,  is  271  17-100  miles.  A  copy  of  the  lo- 
cation of  tho  entire  line,  from  St.  Lonis,  has  been 
filed  in  the  General  Land  Office.  By  authority  of 
the  Board  of  Directors,  the  President  closed  a 
contract  with  A.  S.  Diven  &  Co.,  on  the  14th  inst., 
for  the  construction  of  this  entire  branch,  on  terms 
which  are  deemed  favorable.  It  was  determined 
to  cancel  the  former  mortgage  and  all  bonds  issued 
under  it,  and  to  issue  a  less  amount  of  bonds,  not 
exceeding  nine  millions,  and  mortgage  the  South- 
western Branch  Railroad  only,  together  with  one 
million  of  acres  of  land,  subject  to  the  prior  lien 
of  the  suite  for  <J1 ,000,000.  Tlie  acceptance  of 
the  State  bonds  and  the  procurement  of  the  $500,- 
000  private  subscription,  requisite  to  obtain  it,  I 
are  deemed  vitally  necessary  to  the  successful  ] 
prosecution  of  this  euterprizc.  The  construction  j 
bonds  of  the  company,  six-tcntlis  convertible, ' 
will  be  received  by  the  contractors  at  par.  The  j 
first  division,  78  miles,  they  agree  to  finish  in  two 
years  from  1st  of  May  next ;  the  second  division, 
105  miles,  in  three  years,  and  the  third  division 
,  of  88  miles  in  lour  years,  the  company  reserving 
the  right  to  terminate  the  contract  at  any  point, 
20  miles  or  less,  east  of  the  State  line. 

THE    LAND   GRANT. 

As  agent  for  the  State,  the  President  of  the 
company  has  succeeded  in  getting  the  land  grant 
adjusted  in  much  less  time  than  has  been  uusual- 
ly  employed  in  similar  service.     The  quantity  ob- 


tained also  is  but  about  26,000  acres  short  of  six 
sections  for  each  linear  mile  of  road.  The  quanti- 
ty absolutely  granted  of  all  vacant  land  by  even 
numbered  sections  within  six  miles  of  the  road,  is 
762,607.51  acres,  and  the  quantity  selected  out^ 
side  of  the  six  mile  limit,  and  within  fifteen  miles, 
in  lieu  of  those  sold  within  the  six  miles,  is  895,- 
862.34  acres,  making  a  toUl  of  1,158,469.85  acres. 
The  quantitf  due  to  the  first  division  is  127,000 
acres,  of  which  8,050  acres  was  found  within  six 
miles ;  23,500  acres  selected  within  fifteen  miles, 
and  the  remainder,  93,650  acres  selected  of  superi- 
or lands  in  the  south-west. 

The  selected  lists  required  the  approval  of  the 
Secretary  of  the  Interior,  which  they  received  on 
the  14th  of  March.  While  the  grant  was  absolute 
and  vested  in  the  State,  all  vacant  lands,  by  even 
numbered  sections,  within  six  miles  of  the  road, 
and  of  which  no  act  of  the  agent  or  of  the  land 
officers  could  di /est  the  company ;  yet  the  great 
body  of  the  selected  lands  outside  of  that  limit 
were  placed  by  choice  among  the  fertile  plains  of 
the  south-west.  Within  the  six  mile  limit  are, 
doubtless,  many  pieces  of  great  va'ue;  some, 
perhaps,  ntar  the  starting  i)oint,  or  eastern  termi- 
nus of  the  road ;  others,  adjacent  to  towns  ;  others, 
containing  mineral  deposits,  while  the  general 
character  of  the  selected  lands  will  probably 
prove  of  a  better  grade  than  has  been  generally 
apprehended. 

There  is,  therefore,  more  than  ever,  occasion  to 
infer  that  these  lands  have  not  been  over-estima- 
ted. Steps  should  be  immediately  taken  to  class- 
ify these  lands,  and  to  affix  values  to  them,  below 
which  they  should  not  be  sold  as  long  as  a  con- 
struction bond  is  outstanding,  and  only  sold  for 
bonds  or  for  cash,  to  be  applied  in  redemption  of 
bonds.  An  Assistant  Engineer  has  been  detailed 
to  assist  the  State  Geologist  in  making  a  geological 
reconnoissance  of  the  route  on  which  these  lands 
lie.  By  judicious  management  it  is  believed  that 
the  lauds  will  redeem  the  construction  bonds,  and 
being  a  free  gift,  will  bestow  the  South-western 
Branch  Railroad,  without  cost  to  them  or  the 
stockholders. 

The  total  expenditures,  including  cash  on  hand, 
amount  to  $2,981,884  65.  The  receipts  have 
been  as  follows : 

RECEIPTS. 

Capital  stock  subscriptions §1,202,967  50 

Capital  stock  paid  up 126,100  00 

P.  R.R.  Depot  Bonds 90,000  00 

Bills  payable 49,904  47 

State  of  Mis.souri,  (in  bonds) 1,360,000  00 

Premium  on  bonds .,.  .  ~  48,473  55 

Floatingdebt 61,235  32 

Income  from  rent $323  00 

'•         .  "    Dassengers..  40,039  75  -._.  .  ^ 
"            "    freight    (ex-  '  •   • 

elusive  of  business  done  "      ' 

for    the    company,    a-  ^  ' 

mounting  to  over  $16,-  I*   " ; ,  -  ^ 

000  which  is  charged  to 
construction) 12,037  78 


jncmphU  and   St.  I<*ala   Railroad. 

We  are  gratified  to  learn  that  a  company  has 
been  incorporated  under  the  general  law  of  the 
State  of  Arkansas,  by  the  above  name,  and  coa- 
sisting  of  such  men  as  Geo.  W.  Underbill,  Bbea 
Wallace,  and  Wra.  A.  Jones,  of  Arkansas,  and  L. 
M.  Kennett,  E.  M.  Ryland,  J.  H.  Lucas,  and  Wm. 
M.  Morrison,  of  St.  Louis,  and  Amos  Woodruff, 
Miles  Owen,  W.  A.  Bickford,  Thomas  Peters,  S.  P. 
Walker,  D.  B.  Turner,  R.  0.  Brinkley,  E.  H.  Por- 
U>r,  Samuel  Tate.  Robertson  Topp.  J.  T.  Swavne, 
C.  B.  Guthrie,  James  Elder,  A.  M.  Hopkins,  A.  0. 
Harris,  I.  N.  Burnett,  John  Overton,  Q.  C.  Atkin- 
son, and  H.  C.  Walker,  of  Tennessee. 

We  learn  that  on  the  18ih  ult.  the  gentlemen 
constituting  the  Board  of  Commissioners,  met  and 
elected  E.  H.  Porter,  Esq.  President  ^f  the  Com- 
pany, and  chose  a  Secretary  for  the^oard. 

The  object  of  this  Company  is  to  construct  a 
railroad  to  connect  Memi)his  with  St.  Louis,  by 
supplying  the  link  of  some  eighty  or  one  hundred 
miles  between  the  terminus  qf  the  1  on  Mountain 
Railroad,  at  or  near  the  Missouri  and  Arkansas 
State  line  and  this  city,  thus  completing  an  air 
line  connection  between  St.  Louis,  Memphis,  and 
New  Orleans,  and  connecting  St.  Louis,  via  Mem- 
phis, with  the  other  southern  and  southeastern 
cities,  over  the  roads  pointing  to  them  from  this 
city. 

The  importance  of  this  enterprise  to  all  the 
cities  named,  and  most  especially  to  St.  Louis, 
must  ensure  its  construction,  sooner  or  later,  whilst 
the  country  to  be  traversed,  as  known  to  those 
acquainted  with  it,  furnishes  every  advantage  that 
could  be  desired ;  making  the  co&t  of  construction 
the  cheapest  possible  for  a  railroail,  and  the  handx 
into  which  this  enterprise  has  fallen  are  an  ample 
guaranty  that  the  work  will  go  forward  with  en- 
ergy and  certainty,  and  be  executed  in  the  short- 
est time  possible.  And  this  result  will  be  hasten- 
ed by  the  wants  of  trade,  not  to  say  the  necessi- 
ties of  the  cities  concerned.— r^J/mpAis  EagU. 

_  IlUnoU  Central  Railroad. 

!  The  late  annual  report  of  this  company  shows 
its  receipts  up  to  the  present  time,  to  have  been 
S13,664  756  21,  viz  :  .i 

CapiUl : ].....  §809,050  00 

Construction  Bonds  issued  to  Con- 
tractors and  others 1 ,100,000  00 

Subscriptions  to ... .  §4,000,000  loan  2,016,000  00 


Miscellaneous , 


62,400  48 
852  32 


Total....  .........  ....  ....  ..  $2,981,884  66 

Respectfully  submitted  on  behalf  of  the  Directs 
ors*:   v*   •. 

THOMAS  ALLEN,  President. 

The  following  is  a  list  of  Directoi*s,  chosen  for 
the  present  year :      v-^-r"^  ^'       "  •  "' ■      ' 
Thomas  Allen,  V' ., 

Hudson  E.  Bridge,    ::■'•'    ,. 
James  E.  Yeatman,    ■  •'    ■ 
Luther  M.  Kennett,'^"    "^   ' 
Henry  L.  Patterson, 
Edward  Walsh, 
J.  B.  Brant,  ■    -/c- 

A.  H.  Glasby, 
John  C.  Rust, 
R.  M.  Renick. 
David  P.  Waldo,  Jackson, 
George  R.  Smith,  Pettis, 


"  St.  Louts. 


Uf....    3,000,000    " 
*  to  loan  of  '54 

Instalments  on ........  4,000,000    " 

on.. 3,000,000    " 

on 6,000.000    " 

on  loan  of  Feb.  7,  1854 
To  parties  on  Special  Contract. ..."..       699,000  00 

Excharge,  Interest,  &c ; 104,982  78 

Bills  and  Accounts  Payable . .'. 1,476,163  66 


2,311,600  00 
310,000  00 
349,109  07 
378,818  48 

.'5,764,997  78 
845,134  44 


Total  Receipts  to  March,  1854 ....  313,664,766  21 
For  which  sums  bonds  are  to  b<'  i«5ued.  .  ~ 

The  exiJcnditures  have  Vx;ea  ; 

Charter  expenses  prior  to  the  or- 
ganization of  Company ....  ^ ... .      $51 ,299  00 

Ctrapany  Expenses,  Salarias,  Coun- 

gel  Fees,  &c.  &c 230,686  42 

Land— Land    Damages,     Riglit    of 
Way,  &c 620,57000 

Engineering— Surveys,    Maps,  Pro- 
files, &c 295,952  11 

Construction  Account— Graduation, 

Masonrj',  Bridging,  &«•.  6u:..,....   6,523,824  62 

Iron  Rails,  including  Transiwrution 

toUlinoib 2,868,20200 

Equipment — Engines,  Cars,  &4.  —      733,372  1  -' 

Commissions ,.  . . . .       291,429  23 

Interest — Balance    of  Interest  Ac- 
count        249,971  83 

ToUl  Expediturea $1  l,*55,30ai9 

Ca-sh  on  hand $463,999  15     .  ^; 

Bills  aid  Accounts  Re- 
ceivable   1,346,450  C7— $1,809,449  82 

The  engineer  reports  that  tlie  wli'.le  length  of 
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the  Road  will  be  704  miles ;  of  which  the  track  is 
laid  270  miles ;  miles  of  grading  finished,  601,61 ; 
and  miles  of  grading  unfinished,  102,49.  There  is 
no  track  laid  from  the  112th  to  the  204th  mile  ; 
nor  from  the  582d  mile  to  the  Northern  terminus 
of  the  Road. 

American    Rallroaid  Journal. 
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Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a 


NAME  OF  COMPANY. 


Back  Numbers  of  the  Journal. 

Those  who  wish  back  numbers  of  the  Jour.nai, 
for  binding  are  requested  to  order  them  at  once, 
as  <ve  shall  be  able  to  Mipi>ly  them  but  a  ffw 
Keeks  longer. 

We  can  furnish  Bound  Vollmks  for  any  or  all 
years  complete  since  1831 — price  S5 — per  year. 

Onr  R.ulwayM^p  in  sheets  will  be  sent  by  mail 
to  any  address  on  the  receipt  of  S'l  00 — price  on 
rollers  S2.00.  , 

We  have  a  few  copies  of  Mk.  Johnso.n'js  valua- 
ble work  ou  the  N'orlherii  route  to  the  Pacilic — 
price  by  mail  $1 — with  maps. 

htocU  and  Money  Market. 

The  declir  e  in  stocks  continues  under  the  war 
news  from  Europe,  particularly  since  the  arrival 
of  the  last  steamer.  Opinions  differ  as  to  the 
probable  effect  of  an  European  war  upon  this 
eo.untry,  but  it  appears  to  us  certain  that  the 
drying  up  of  the  fountains  of  European  prospe- 
rity, must  exert  a  strong  influence  over  own. 
Capital  consumed  in  war,  would  otherwise  have 
come  to  this  countiy.  If  tJje  means  of  our  Eu- 
ropean customers  are  diminished,  they  must  cur- 
tail in  an  equal  dtgree  their  purchases  of  our 
Staples.  It  is  very  possible  that  our  commercial 
marine  may  be  called  upon  to  do  a  heavy  car- 
rying trade,  and  thai  a  temporary  demand  may 
be  created  for  bread  stuffs,  but  the  profits  de- 
rived from  tluse,  must  be  sli-^ht  compared  with 
what  our  people  must  lose  in  other  directions. 

The  earnings  of  our  railroads  for  March  con- 
tinue to  show  a  largo  increase  over  the  pjist 
year.     As  far  as  heard  from  they  are  .is  follows : 

1854.  1853. 

New  York  and  Erie $476,316  ^371,499 

Michigan  Southern 149,395        87,144 

0  eveland  and  Toledo 70,782        44,855 

New  York  and  New  Haven.  ..      68,130        60,555 

Rock  Island  and  Chicago 74,700         new.    .^         ^  .  ^  ^,. 

A,  might  be  ,uppo.d,.h„eU  n«,e  doing  i„  |aSS|:r»dEK.^.-. 
Bonds.  Orders  fiom  Europe  are  light,  and  under  Cayuga  and  Susquehanna 
the  present  state  of  things,  our  own  people  are 
cautious  about  making  any  movement  that  shall 
create  a  liability.  There  can  be  no  doubt  that  it 
is  the  policy  of  al!  Railroad  Companies  to  curtail 
their  expenses  as  rapidly  as  |)OS8ible,  and  place 
themselves  in  a  condition  to  weather  tho  stonn. 
Those  that  are  in  port  had  better  remain  where 
they  are.  By  djing  so  the  country  may  avoid 
«ny  disastrous  shock  in  consequence  of  the  state 
of  affairs  in  Europe.  Onr  object  should  be  to 
have  neither  political  nor  commercial  complicity 
with  them.  In  this  way  we  may  escape  any  seri- 
ous disasters,  though  we  may  not  make  the  maU' 
rial  progress  which  wo  should,  were  the  whole 
world  prosperous  with  ourselves.  j^   >.. 


N.H. 


II 
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II 


A't. 


Atlantic  anfl  Si.  Lawrenci'.  ..Maine 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Sjico  and  Portsmouth . .      " 

York  and  Cumberland, 

Boston,  Concord  and  Montreal 

Concord 

Cheshire  . : 

Northern 

Manchester  and  Lawrence. . . . 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Comiecticut  and  Passumpsic. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Westeni  Vei-mont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester 

Cape  Cod  branch  

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton 

Norfolk  County " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .      *' 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester.. .      " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Coming  and  N.  York. 
Buffalo  and  State  Line " 
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II 

II 
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II 


II 
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Consolidated. 

The  Fall  River  Railroad  Company  have  voted 
to  unite  with  the  Old  Colonv  Railroad,  by  a  vote 
of  2667  yeas,  to  2442  nays.  ' 
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Erie,  (New  York  and  Erie) 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburjh  (Northern) . . 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.. 
Rensselaer  and  Saratoga . . 
Rutland  and  Washington . . , 
Saratoga  and  Washington . . 

Troy  and  Rutfiind 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .      " 
Philadelphia  and  Reading. . . . 
PbiW.,  Wilmington  and  Bait. 


1 160 
55 
72 
51 
20 
93 
35 
54 
82 
24 
16 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
63 
69 
28 
52 
75 
42 
66 
20 
26 
45 
12 
77 
46 

155 
50 
40 
45 
72 

110 
50 
66 
61 
62 
55 
54 
91 

132 
69 
50 
47 
35 


•a 


t 

c 


8  ^ 

H 


par  valuatiM  of  $100, 

■&3        -•' — ' 


1,5.38,100  2,973,700i  5,160,278 
809.878  1,016,500  2,064,458 


952,621; 
1,355,500 

285,747. 
1,649,278: 
1,485,000 
2,078,626; 
3,016,634: 

717,643j 

600,000 


29 1, 80 
123,884i 
341,100! 
622,200 
none. 
720,900 


2,614,067 
1,459,384 
713.605 
2,540,217 
1,485,000 
3,002,094 


none. 


1,097,600 
2,486,000 
8,500,000, 
1,600,000: 
392,000 


650,000 


661,214 
1,400,000 

673,600 
1,745,516 


2,429,100  5,577,467 


1,500,000 

Vflio.oob 


12,000,000 
1,600,000 


1,830,000 
4,076,974i 
3,160,390 
4,600,000 

421,296 
1,591,100 
2,850,000 
1,050,000 
3,640,000 

600,000 

547,015 
1,964,070 

250,000 
2,140,636! 
1,134,000! 
5,160,0001 

i,46V,56bl 

922,5001 

2,350,0001 


150,000] 
390,000 
425,000; 
171,800 
193,500; 
600,000; 
none.  ' 
112,305: 
none.  } 
819,743! 
282,300; 
none. 
1,001,500' 
171,210i 


1,996,249 
4,092,927 
3,546,214 
4,845,967 

633,906 
1,801,946 
3,120,391 
1,060,000 
3,623,073 

620,476 
1,246,927 
2,293,634 

307,136 
3,203,333 
1,321,946 


568,861 
3,000,000 

926,0001 

750,6001 
2,121,110 

900,000: 


5,319,520:  9,953,769 

467,700! 

300,000'  1,791,999 
500,0001  1,400,000 
800,0001  3,160,000 

2,500,000 

jIn  progres 

800,000^  1,611,111 
4,978,487 


1,641,000 
440,000 
650,000! 
701,600 


1,380,610 

2,596,488 


254,743 
140,561 

168,114 
208,669 
23,946 
150,638 
305,805 
287,768 
328,782 


132,646 


496,397 


Leased  to 
Recently 


Sort 

■»*   ei 

Hi 


o 


a 

V 


OQ 


8 


113,62U|none 
80,063  none! 

100,6521  none 

6 

11,266  none 
79,6591  none 

141,836  8 
55,266 

163,075 


51,613 


5 

5 

6 

8 
none 
none 
none 


266,689  none 


388,108 
659,001 
469,656 
758,819 

60,743 
229,004 
488,793 
229,445 
674,674 
164,230 

67,261 
374,897 
137,406 
218,679 
162,109 
1,625,224 
240,572 
291,417 


the  Vt.  C  ent. 

opened,  none 
.  Inone 
7 
7 
6 
7 
2 
5 
7 
8 
6 
7 


130,8811 
338,215| 
227,4341 
331,2961 

30,066 

72,028 
241,017 

99,689 
232,787 

43,950 

23,416,none 
122,816none 

24,399!  8 

18,648  none 


66,900( 
746,736 
110,892 
120,892 


639,5291 
329,041 
69,629 
114,410 
806,713 


4 

7 

e" 
4 

294,26910  i 
168,902,  none 
nonei 


428,173 


7 
8 
Recently  jopened.   jnone 
267,661     116,965j  4 
1,550,000{  2,650,500|Recently 'opened,   [none 

Iln  progres I inone 

872,000j  1,921,270 Recently jopeQed.   j.... 

j :In  progres .... 

425,509   582,400   987,627   76,760'  39,360  none 
687,000   400,000  1,070,786!   74,241   23,496  none 


879,636' 


88 

go 

41 
97 
24 
80 

107 
86 
66 
80 

108i 

•  •  •  • 

121 

26 

9* 
121 
97i 


90i 
108 

82 
100 

40 

66 

861 

97 

86i 
117 

68 
100 

igj 

62 
98 
70 
99 
66 
125 


89 
lOOi 

'46' 
56} 

66' 
180 


464:10,000,000  24,003,866  33,070,86314,318,962  1,800,1811  7 


II 
II 


N.  J. 


II 

u 


II 


144 

130 
95 
504 
118 
35 
23 
25' 
60 
41 
32 
39 
96 
651 
45 

ai 

63 
66 
20 
36 
95 
98J 


3,740,515,  7,046,396  10,527,6641,063,659 
4,725,250]   977,463!  6,102,9351  681,445 
1,875,148   516,246  2,446,391 
28,085,600  10,773,823  33,859,423 
l,579,969i  2,969,760  5,133,834 


205,068 


338,783' none 
324,4941  4 

44,07(^%ne 


68 

•  •  •  • 

72i 
66 
54 
82 
108 
26 
70 


480,137,  195,8471 

350,000   201,500  607,803!  90,616   43,609!    , 

174,042;   131,000  349,776  Recently  iopened.  none! 

610,000   26,000!  774,495  213,078!  96,737| 

850,000   400,000:  1,250,000'Recently  opened. 

899,800   940,000  1,832,9451  173,545'  135,017'nonei  30 

237,690'   100,000   329,577;Recently  jopened '■■   33 

430,936'   700,000  1,043,367'Recently  Iopened. 

1,011,940   650,000  1,693,711'  226,152!  116,706 

1,500,0001 4,327,49.'';l..%8,385!  478,41^10 


1,022,420 

2,197,840 

986,106! 

1,184,500! 

600,000{ 

880,100 


128.000  1,220,325,1 

476.0001  8,246,720i 

CAA  rUV\      O  O'Trt  00/M 


none  . . . . 

8    !  96 

148 


!181 


149,941      79,262 
603,942i    816,2691 10 

1,500,000   2:379,8801    260,899!    124,740  8  ).... 

13,000   1,265,148)    118,617;     76,890  6  j.... 

750,000:Recently iopened.    ....  il26 

713,227    1,702,623    266,827]  106,820   8  ,  66 

6,666,332:10,427,800  17,141,98712,480,62611,261,987   7  77f 

6,000,0001  2,399,166!  8,067,286'   868,038'   541,7691  6  1    7€i 


'''^:':^:;.;.^:^.':\ 
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Railway  Share  List, 

Compiled  from  tie  latest  returns — corrected  every  Wednesd<iy 


a  par  valuation  o/SlOO. 


NAME  OP  COMPANY. 


C 

I 

« 


Pennsylvauia  Central Penn. 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange V». 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Oa. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Teimessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia. . Tenn. 
Nashville  and  Chattanooga. . .     " 

Covington  and  Lexington ....  Ky. 
Frankfort  and  Lexington. ....      " 

Louisville  and  Franldbrt " 

Maysville  and  Lextogton " 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

HiUsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...     " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
IndiauopoHs  and  Cincinnati. .  '* 
Lafayette  and  Indianapolis. . .  " 
Madison,  Indianapolis  i  Peru  " 
Terre  Haute  and  Indiuiapolis    " 

Rock  Island  and  Chicago El. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich 

Michigan  Central " 

P«ific .V,  Mo. 


250 

30 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

56 

93 

33 

88 

60 

80 

126 

38 

29 

66 


100 

il47 

i  95 

136 

46 

61 

601 


40 
20 
36 
31 
37 
84 

i67 
67 


187 


44 
54 
81 


131 
83 
90 
62 

169 
72 


1S5 


9,768,166 


13,118,902 
1,650,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,500,000 
4,000,000 
1,013,088 


686,887 


776,269 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

367,218 


c 


6,000,000 


5,677,103 


"S-:: 


2  a 

®  5. 

O   " 


Si's 
3  o 


.S'y 
So 
%^      i    > 


o 


B 
73 


13,600,00011,943,827    617,626  .. 


173,867 
200,000 

"  VoV.ooe 

040,000 
469,150 
707,958 
120,000 
1,134,698 


22,254,338 
1,660,000 


500,000 
3,000,000 


418,187 

1,214 

163,000 


In  prog. 

In  prog, 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,674 


2,033,420'  798,193!  7 
348,622;  216,237'  8 
413,6731  152,6361... 


227,5931  72,370^  7 


122,861 
264,376) 
62,762 
210,052 
109,268 


74,113none 
113,266i  7 


OQ 


Pi 


97 


1021 
66 


77 

70 

40 

100 


60 


99,077  10 
42,736  none  98 

89,776 12 

610,038'  163,898;  6 


In  prog. 

7,002,396,1,000,717  609,711 ;.  7 
In  prog. 

3,465,879 


150,000 

400,666 


641,000 
850,000 
900,000 


1,979,100 
2,000,000 


1  142,200 
1,600,000 


3,027,000 
2,160,666 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,887 


2,400,000 


408,200 


500,000 
660*666 


1,277,334| 
In  prog. 

743,526 1 
In  prog.  \ 
In  prog.  I 
In  prog.  ; 

1,330,960, 


986,0741  535,6081  8  : 

934,4241  456,468j  7>^ 

278,739  149,960,  9 
59.590I     21,731'... 
129,396!     71,6361  8 


173,542;  76,079  8 


126 


116 

m 


la  prog. 
In  prog. 
In  prog. 
684,902 


87,421   44,260 


In  prog.  I ........:.... 

3,279,9081  432,6821  267,2781  10 


63 
80 


3,655,000:  777,793'  483,46412 
2,000,000' ! |... 


2,669,6531  321,793|  200,967  j. 
In  prog. 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
26,000 


926,000  Recently 
In  prog.     ! 


opened. 


In  prog. 
3,169,733; 
1,855,000 
4,110,148, 

In  prog.     ; 


667,559,    352,133 

Molsisj' 113^461 


10 


1,289,000 


In  prog. 

1,310,062 
In  prog. 


1,869,932 


Recently!op«ned. 


45 

83t 
91 


120i 
66 


102i 
62 
75 


56 


111 


77i 
79 


Recentlyiopened.  J.. 
314,4341    168,612    10    107 
237^06, 


1,241,300, 
663,100 


2,400,000 
1,853,919 


Recently ;  opened. 
Recently 'opened.    ' 

opened. 

516,414    268,076 
106,944:      71,446 


77J 


87 
76 


10 
4 


I  70 
1108 


4,000,000!  4,600,000 


92  2l,982;36i:  500,000  In  prog.        478,548;    289,152 

815  4,8  00,0001  3,741,664   7,276,6161,200,922    586,929' 

2821,  866,700  8,9n,563  8,618,5061,145,698,   582,816; 

88     ,  000,000  none.      In  progres  Recently'  opened,  j 


Kaylaecrs  aii4  BiccbaBles  College. 

We  are  pleased  to  learn  that  £.  Ncgent,  Esq., 
Civil  Engineer,  has  recently  establislicd  a  College, 
in  Cleveland,  Ohio,  for  the  purpose  of  instruct- 
ing young  gentlemen  in  the  profession  of  Civil 
Engineering. 

Such  an  institution  may  be  of  great  utility  in 
laying  the  groundwork  for  the  arduous  practical 
duties  which  are  attendant  upon  the  profession. 
Pro|>erly  conducted,  it  may  become  more  useful 
to  society,  in  this  ago  of  progress,  than  almost  any 
other  kindred  institution  of  recent  origin  which 
we  can  new  call  to  mind.  Civil  Engineers  must 
now  be  men  of  science,  familiar,  to  a  certain  ex- 
tent, with  all  its  branches.  As  scarcely  any  enter- 
prize  is  undertaken  at  the  present  day  without 
the  aid  of  an  engineer,  even  to  the  erection  of  a 
building,  lunniug  a  fence,  or  draining  a  meadow, 
a  professor  of  Civil  Engineering  should  have  such 
knowledge  and  training  as  will  qualify  him  for  the 
accurale  performance  of  the  simplest  and  .most 
trifling,  as  well  as  the  more  deep  and  compliekted, 
of  his  duties. 

Wo  wish  Professor  Ncgemt  the  most  unqualified 
success  in  his  new  euterprize,  for  which  no  more 
central  or  pleasant  location  could  have  been  select- 
ed than  the  beautiful  Lake  City  of  Cleveland. 

By  the  Albany  Evening  Journal  we  see  that  the 
University  of  Albany,  in  this  State  Las  also  recent- 
ly established  a  class  for  the  instruction  of  Civil 
Engineering.  Under  the  charge  of  able  instruc- 
tors it  will  Ti(»  doubt  be  successful. 
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;Boad«  of  tli«  Oreenvllle  and   Colnoibla 
Kailroada 

We  advertise  for  sale,  in  another  column,  th« 
mortgage  bonds  of  this  company.  The  issue  is 
S800,000  on  160  miles  of  road,  costing  over  two 
millions  tif  dollars.  The  cash  payments  on  stock 
exceed  »1 ,200,000.  The  road  has  been  built  with 
extraordinary  economy,  and  commands  the  busi- 
ness of  a  very  extensive  and  productive  region  of 
country.  As  an  investment,  it  has  the  advantag« 
of  being  entirely  removed  from  the  influence  of 
competing,  lines,  and  from  danger  from  such.  This 
fact  is  one  of  the  reasons  why  soutAern  roads  pay 
so  well,  and  why  investmenttt  in  them  can  be 
made,  with  greater  security  even,  than  in  northern 
roads.  The  Greenville  and  Columbia  road  is  an 
excellent  project,  and  we  know  of  no  more  attract- 
ive security  for  cai>italistB  jthan  the  bonds  now 
offered  for  sale.  1 


IVcBtern  Railroad,  of  Horth  Carolina.    ^ 

At  the  Annual  Meeting  of  the  Western  R.  Eoad 
Company,  held  in  this  town  on  Monday  and  Tues- 
day last, — Geo.  McNeill,  Esq  ,  presiding,  and  John 
M.  Rose  acting  as  Secretary — Reports  were  Sub- 
mitted by  Maj.  MacRae,  President.  Jno.  M.  Rose, 
Secretary  and  Treasurer,  J.  P.  Goodsell,  Chief 
Engineer,  and  John  Eccles,  Resident  Engineer, 
which  were  all  received  by  the  Company. 

Documents  were  laid  before  the  meeting  show- 
ing that  Smith  &.  Colby  bad  disposed  of  their 
stock  to  the  house  of  Seymour,  Risley  &,  Co.,  and 
that  the  Injuction  heretofore  pending  is  with- 
drawn. 

Major  Duncan  G.  M&cRae  was  re-elected  Presi- 
dent, John  M.  Rose,  Secretary  and  Treasurer,  and 
Tiz  :  A.  A.  McKethan,  George  McNeill,  T.  8.  Lut- 
terloh,  T.  R.  Underwood,  J.  H.  Cook,  Warren 
Winslow,  Wm.  T.  Home,  C.  B.  Mallett,  and  M.  0. 
Roberta.— FayetUvilU  Observer. 
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Ttkt  Ratlroail  Record  on  the  Cost  and  Pro- 
auctlvencss  of  Western  Kallroada. 

Some  weeks  since,  the  Railroad  Record  iu  a 
long  article  on  the  cost  and  productiveness  of 
Western  Railroads,  expressed  the  opinion,  that 
were  eight  railroads  constructed  between  the  Scio- 
to River  and  the  Indiana  State  Line,  running 
North  and  South,  they  would  pay  llj  per  cent, 
on  their  cost.  To  make  out  a  case,  the  Record 
showed  that  between  Narragansett  Bay  and  the 
Hudson  River,  there  were  8  railroads,  earning,  as 
was  stated,  5i  «<•/,  upon  their  cost.  If  such 
roads,  running  through  a  comparatively  unpro- 
ductive country,  could  earn  5i  per  cent.,  the  Re- 
cord claimed  that  an  equal  number  in  Ohio,  oc- 
cupying an  equal  area  and  running  in  similar  di- 
rections, would  earn  111  per  cent,  net  upon  their 
cost.  The  following  was  the  Records  mode  of 
reasoning — 

"Here  then,"  (in  the  territory  between  Narra- 
gansett Bay  and  the  Hudson)  "are  eight  railroads, 
on  a  breadth  of  140  miles,  running  in  the  same 
direction,  through  a  i-enj  poor  country,  in  an  agri- 
cultural aspect,  yielding,  (under  generally  bad 
management,)  5J  per  cent,  net  income,  with  a 
moral  certainty,  that  if  no  more  are  made,  they 
will  pay  six  or  seven  per  cent.  Even  there,  then, 
there  are  not  too  many  railroads. 

Now,  let  us  try  to  get  a  parallel  in  Ohio.  If  we 
were  to  make  eight  railroads,  between  the  State 
Line  of  Indiana  and  the  Scioto  River,  all  of  them 
running  to  the  Ohio  River ;  with  a  sort  of  twist  to- 
wards Cincinnati,  it  would  be  a  similar  case.  Let 
us  imagine,  (if  they  were  made,)  what  they  would 
cost  and  yield  : 

Cost  of  8  such  roads  in  Ohio..5?17,000,000 

Gross  receipts 5,000,000 

i;     Gross  expenses 3,000,000 

Net  income 2,000,000 

Net  per  cent Hi 

Ve  pronounced  the  above  estimate  to  be  al- 
together exaggerated.  The  Record  in  reply  to  our 
comments,  talked  about  anything  but  the  point 
under  discussion.  We  insisted  that  the  Record, 
(which,  finding  itself  in  a  tight  spot,  shuffled  the 
true  issue),  should  meet  the  case  squarely,  and 
either  reiterate  its  former  statement,  or  back  out. 
Finding  it  had  no  alternative,  it  answers  as 
lbllow8.=-.-", -":■'■' :■:■•';•  ■•  -I  -V'  ■  -  ■ 
."There  are  naic  in  exactly  those  limits  seven 
railways,  all  doing  well,  and  to  these  will  soon 
be  added  two  more,  viz ; 

1.  The  Hamilton,  Eaton  and  Richmond ;  2.  The 
Hamilton,  Dayton  and  Central;  3.  The  Dayton 
and  Greenville ;  4.  The  Dayton  and  Mad  River 
line  ;  6.  The  Little  Miami,  Xenia  and  Columbus ; 
6.  The  Wilmington  and  Circleville ;  7.  The  Hills- 
boro',  &c. 

These  are  all  running  roads,  and  to  them  must 
be  added,  in  a  very  short  time,  the  Ohio  and  Mis- 
sissippi, the  Western,  and  the  Fort  Wayne,  in 
part.  Except  the  small  portion  in  which  some  of 
them  unite  near  the  city,  they  are  distinct  roads, 
and  they  will  have  five  or  six  distinct  depots  in 
the  city.  Practically,  there  will  not  only  be  eight 
but  ten  railways,  besides  two  or  three  cross  lines 
not  mentioned,  running  between  the  Scioto  and 
the  Indiana  State  line.  The  question  asked  of  us 
is  simply  whether  we  believe  these  roads  will  pay 
ten  per  cent,  dividend  1  To  this  we  reply  at  once, 
they  tcill ;  and  if  they  do  not,  we  will  consent  to 
be  told  that  we  know  less  about  what  we  are 
talking  than  the  Journal — a  scale  of  estimation 
sufficiently  low." 

In  the  first  extract  quoted  from  the  Record,  the 
eight  roads  between  the  Scioto  and  the  Indiana 
State  Line,  were  all  to  run  to  tb"  Ohio.  The  Re- 
cord now  enumerates  seven  of  the  roads  then  re- 
ferred to.  Of  these  the  Hi^milton  and  Eaton 
terminates  at  Hamilton ;  the  Dayton  and  Green- 


ville, and  the  Dayton  and  Mad  River,  at  Dayton. 
The  Hiilsboro'  no  longer  exists  as  an  independent 
line,  being  merged  with  the  Cincinnati  and  Ma- 
rietta. Neither  this,  nor  the  Wilmington  road,  run 
within  about  30  miles  of  the  Ohio.  For  ought 
now  appears,  the  arrangements  which  they  have 
with  the  Little  Miami,  their  trunk  line  to  the  Ohio, 
may  be  maile  permanent. 

As  yet,  there  are  the  Littlo  Miami,  and  the 
Ciucinnati,  Hamilton  and  Dayton,  only  ttco  roads 
in  the  district  where  eight  were  to  pay  ten  per 
cent,  net,  upon  their  cost.  It  is  not  certain  that 
the  other  line  enumerated,  will  ever  be  carried 
to  the  Ohio  by  their  own  lines.  It  may  be  stated 
with  reasonable  certainty  that  four  will  not.  Yet 
the  Record  would  lead  a  person  unacquainted  with 
the  facts  to  suppose  that  the  seven  roads  enume- 
rated are  all  in  actual  operation  to  the  Ohio ! 

If  here  is  not  a  precious  piece  of  consistency, 
we  should  like  to  know  where  we  are  to  find  one. 
Certainly  it  appears  to  us  that  no  person  who  has 
not  lost  his  wits,  or  who  never  had  any,  would 
make  such  an  exhibition  of  himself  before  his  own 
neighbors,  by  which  he  necessarily  forfeits  all  con- 
fidence in  the  soundness  of  his  judgment  to  say 
the  least.  An  ordinary  memory  even,  would  have 
told  him,  that  there  was  no  relation  whatever,  be- 
tween the  evidence,  and  thing  to  be  proved. 

The  eighth  road  within  the  territory  described, 
is  the  Ohio  and  Mississippi !  The  portion  of  this 
road  east  of  the  Indiana  State  Line  does  not  run  to 
the  Ohio.  And  more  than  this,  it  runs  in  exactly  the 
opposite  direction  to  the  8  roads  that  were  to  earn 
1 1 J  per  cent,  as  is  mainly  the  case  with  the  Wil- 
mington and  the  Marietta  and  Cincinnati  Roads. 
But  enough  of  this.  We  cannot  in  conscience 
purijue  the  discussion  further  out  of  pure  regard 
to  the  interests  of  our  cotemporary.  Wo  are  un- 
willing to  allow  it  additional  opportunities  of  dis- 
gracing itself  before  the  public.  We  desire  to  see 
it  fiourish,  and  become  a  useful  paper  to  Western 
railroads.  But  to  become  such  it  will  have  to 
pluck  "a  few  feathers  from  the  wings  of  its  ima- 
gination and  stick  them  into  the  tails  of  its  judg- 
ment.". Indiscriminate  pufing  and  bragging  is 
not  the  way  to  secure  favor  to  Western  projects, 

however  good  they  may  be. 

« 

Franklin  Canal  Company's  Railroad. 

The  following  bill  for  the  disposition  of  the 
Franklin  Canal  company's  Road  is  before  the  Leg- 
islature of  Pennsylvania ; 

An  act  transfering   the  late  Pranklin  Canal  Rail- 
road to  Ihc  S anbury  and  Erie  Railroad  Co. 

Section  1.  Be  it  enacted  by  the  Senate  and 
House  of  Representatives  of  the  Commonwealth  of 
Pennsylvania  iu  Qenoral  Assembly  met,  and  it  is 
hereby  enacted  by  the  authority  of  the  same.  That 
the  Railroad  extending  west  from  the  city  of  Erie 
dividing  Ohio  and  Pennsylvania,  known  as  the 
Franklin  canal  railroad,  and  now  in  custody  of  the 
State  by  authority  of  law  shall  be,  and  the  same  is 
hereby  directed  to  be  transferred  to  the  Sunbnry 
aud  Erie  railroad  company,  to  be  owned,  occupied 
and  worked  by  said  Sunbury  and  Erie  railroad 
company,  upon  the  conditions,  restrictions,  reser- 
vations and  regulations  hereinafter  imposed. 

Section  2.  That  the  Sunbury  4nd  Erie  Railroad 
company  arc  hereby  authorized  and  empowered 
to  mortgage  the  said  late  Franklin  canal  railroad, 
hereby  transferred  to  them,  or  intended  so  to  be, 
and  issue  mortgage  bonds  redeemable  in  twenty 
years,  bearing  interest  at  the  rate  of  seven  per 
cent,  per  annum,  p.iyable  semi-annually  at  their 
ofiSce  in  Philadelphia,  to  an  amount  equal  to  the 
actual  cost  of  construction  of  the  said  forfeited 


Fraklin  canal  railroad,  an<l  to  pay  them  over  to 
the  parties  in  interest,  or  holding  the  stocks  and 
bonds  of  said  company,  issued  on  account  of  the 
construction  thereof. 

Section  3.  That  the  Governor  of  this  Common- 
wealth  shall  appoint  three  competent  and  impar- 
tial persons,  one  of  whom  shall  be  a  practical  En- 
gineer, who  shall  examine  the  books,  papers, 
vouchers,  and  contracts  of  said  late  Franklin  Ca- 
nal Company,  and  having  CKtablishcd  the  cost  of 
constructing  said  work,  shall  certify  the  same  un- 
der their  hands  and  seals  respectively,  to  the  Pres- 
ident and  Managers*of  the  Sunbury  and  Erie  Rail- ) 
road  Company,  and  shall  also  furnish  a  copy  there-  -t 
of  to  the  Govenor,  certified  in  like  manner.  -^ 

Section  4.  That  on  the  receipt  of  said  certified  jp' 
cost  of  construction,  the  president,  managers  and  V 
company  of  the   Sunbury  aud  Erie  railroad  shallot 
issue  mortgage  bonds  as  aforesaid  under  their  ['■■' 
bands  and  the  seal  of  the  Sunbury  and  Erie  rail--^ 
road  company  to  the  parties  entitled  to  receive  ^ 
them,  and  having  officially   notified  the  Governor 
thereof,  he  shall  proceed  to  deliver  or  cause  to  be  .. 
delivered  to  the  president  and  managers  of  the  /:; 
Sunbury  and  Erie  railroad  the  late  Franklin  cauaJ  ■'. 
railroad  now  in  his  custody  nnd  held  by  authority  y, 
of  the  act  approved  January  twenty-eight,  one  j 
thousand  eight  hundred  and  fifty-four. 

Section  6.  That  the  president  and  managers  of 
the  said  Sunbury  and  Erie  railroad  shall  be,  and 
they  are  hereby   empowered  and   authorized   toVi 
levy  and  collect  the  same  rates  of  toll  per  mile  on 
passengers  and  tonnage  passing  over  said  road  that 
are  now  authorized  by   law  to  be  levied  and  col-  i. 
lected  on  passengers  and  tonnage  by  the  Harris-  :■>, 
burg,  Portsmouth,  Mount  Joy  and  Lancaster  rail-  , 
road  company.  > 

Section  6.  That  the  said  Sunbury  and  Erie  rail-  .-!■ 
road  company  are  hereby  required  to  extend  the  J 
road  hereby  transferred  to  them  from  a  point  on  c 
its  main  line  west  of  Liberty  street,  being  the  wes-  ^ 
tern  boundary  of  the  city  of  Erie,  in  a  northeast-  v. 
erly  direction,  by  the  most  practicable  route,  to  -^ 
the  depot  grounds  oftheSuabury  and  Erie  rail- 
road, at  the  harbor  of  Presqiie  isle,  and  to  have 
the  same  completed  and  optn  for  use  within  one  , 
year  from  and  after  the  passi;ge  hereof;  the  guage  > 
or  width  of  track  of  said  Western  road  extending  vi 
west  from  Erie,  is  hereby  fixed  to  be  four  feet  andy 
ten  inches,  and  it  is  prohibitc-dto  connect  at  the  de-  ] 
pot  of  Sunbury  and  Erieroad  with  any  road  or  roads  ;> 
of  the  same  width  of  track,  nor  shall  it  connect-, 
with  any  road  or  roads  extending  eastwardly,  ex- '» 
cept  having  a  track  respectively  of  four  feet  eight  -^i 
and  one-half  inches,  and  six  feet.  \ 

Section  7.  That  before  the  said  Sunbury  and 
Erie  railroad  company  shall  take  possession  of  the 
late  Franklin  Canal  railroad,  it  shall  subscribe  for 
two  thousand  shares  of  the  capital  stock  of  the 
Pittsburg  and  Erie  railroad  company,  and  shall 
also  pay  into  the  treasury  of  the  Commonwealth 
a  bonus  of  two  hundred  and  fifty  thousand  dollars 
for  the  right  to  way  from  Erie  west  of  the  line  di- 
viding Pennsylvania  and  Ohio:  Provided,  Ihat 
the  Pittsburg  and  Erie  railroad  may  connect  its  •.•: 
track  with  the  track  of  said  road  at  any  point 
west  of  the  western  boundary  of  the  city  of  Erie, 
and  the  companies  may  make  such  agreements 
and  arrangements  for  the  working  of  the  same  as 
shall  be  mutually  agreed  upon. 

We  fear  the  probabilities  are  that  the  above  bill 
will  become  a  law. 

Admitting  the  Franklin  Canal  Company  to  hava 
no  competent  charter,  the  above  act  proposes, 
(what  no  other  state  but  Pennsylvania  has  pre- 
sumed to  do-),  to  sell  the  right  to  build  a  railroad 
over  a  particular  route. 

The  real  object  of  the  bonus  exacted,  is,  we 
presume,  to  give  the  Sunbury  and  Erie  Company 
an  apology  for  discriminating  in  favor  of  Phila- 
delphia on  charges  upon  persons  and  property 
passing  over  the  Franklin  Canal  Company's  Road. 

If  such  be  the  object,  comment  is  useless,  as 
tbe  act  stands  out  to  the  most  palpable  apprehen- 
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sion  as  a  sbameless  robbery  of  the  public,  for  which 
no  other  excuse  can  be  offered  but  that  of  mishl. 
That  such  discrimination  is  a  gross  violation  of 
the  spirit  of  the  Constitution  of  the  United  States, 
will  not,  we  think,  be  denied  even  by  ita 
authors. 

But  we  do  not  see  how  Philadelphia  is  to  bene- 
fitted by  discriminations  in  her  favor  by  the  Sun- 
bury  and  Erie  Railroad.    This  road  extends  from 
Erie  to  Williamsport.    From  Williarasport  a  rail- 
road is  in  progress,  following  down  the  Susque- 
hanna, to  Baltimore.    Another  is  in  progress  to- 
ward Philadelphia  and  New  York,    connecting 
with  the  Beading,  and  the  New  Jersey  Central 
Erie  is  so  nearly  equi-distant  from  both  of  the  last 
named  cities,  that  the  charge  both  for  persons  and 
property  will  probably  be  same   to  each.    Now 
we  apprehend   that  the  Sunbury  and  Eric  Com- 
pany will  take  good  care  to  maintain  a  strict  neu- 
trality as  far  as  favoring  either  are  concenied. 
This  read  is  more  likely  to  be  controlled  by  New 
York,  than  Philadelphia  capital.    About  one-half 
of  the  capital  stock  is  held  here,  and  in  Boston, 
already.    As  the  road  cannot  be  built  without  a 
large  issue  of  bonds,  which   to  be  sold  must  be 
convertible,  the  managemcutr  of  the  road   must 
pass  into  hands  of  parties  whose  sole  object  will 
be  to  derive  the  largest  revenue  from  it.     They 
will  undoubtedly  place   New  York,   Philadelphia 
and  Baltimore  precisely  on  similar  footing,    and 
•will  entirely  ignore  the  claims  of  Philadelphia  to 
any  special  lavor.  -^:.,^:.-:-y:,  y      v       ..v 

The  city  most  to  be  beneBtted  by  the  construc- 
tion of  the  above  road  is  New  York,  it  being  the 
largest,  and  consequently  the  best  of  all  the  mar- 
kets with  which  the  road  will  be  connected.  It  is 
much  the  best  market  for  western  produce  designed 
for  exportation,  for  the  reason  that  charges  on 
freights  to  foreign  Ports  rule  much  lower  in 
New  York  than  in  Philadelphia,  or  Baltimore,  in 
consequence  of  the  immense  commercial  marine 
of  the  former.  Every  city  in  the  United  States 
has  its  appropriate  function.     That  of  New  York 


is  commerce.     It  is,  and  must  continue  to  be  the 


00;  now  issued 1,281,846  25 


•  entrepot  of  the  foreign  commerce  of  the  country. 
^  We  presume  that  no  Philadelphian  will  seriously 
-  controvert  this  proposition.  The  foreign  commerce 

•  of  Philadelphia  was  as  great  50  years  ago,  as  it  is 
■  at  the  present  day.  Its  c.r/wr/5  greater..  In  the 
.  mean  time  its  population  and  general  trade  have 
I-  more  than  quadrupled.  It  is  the  great  manufac- 
\  luring  city  in  the  Union  ;  the  great  depot  of  our 
j.  dovuUic  manufactures  and  one  of  the  great  dislri-  Making  the  whole  funded  debt  of 

X  buting  points  of  imported  merchandize.     Philadel- 1     the  Co S8,389,481 

<fc  phia  cannot  change  places  with  New  York,  unless '  Residue  of  bonds  of  1885,  since  is 


these  cities  look  with  as  much  favor,  as  she  does 
upon  the  Sunbury  and  Erie  Road.  It  is  idle  to 
suppose  that  in  the  end,  the  road  is  to  bo  under  a 
management  partial  to  any  one  party  or  interest. 
Philadelphia  would  be  precisely  as  much  benefit- 
ted by  the  road,  were  it  constructed  by  New  York 
capital  and  under  New  York  management,  as  if 
built  by  her  own  means,  and  under  her  control. 
The  direction  of  commerce  in  this  country  is  not 
to  be  controlled  by  fe^i5Za/i<>«.  Higher  iftjf 5,  cost 
of  movement,  and  price,  come  in,  and  supercede 
the  plans  of  politicians,  who  imagine,  iu  their 
closets,  that  they  can  control  commercial  aflairs 
by  a  few  lines  on  parchment.  Our  people  are  not 
going  to  pay  a  penalty,  as  a  price  for  going  to  the 
markets  that  suit  them  best,  and  all  laws  imposing 
them  will  remain  a  dead  letter. 

No  good  then  can  come  to  Philadelphia  by  al- 
lowing the  Sunbury  and  Erie  Railroad  Company 
to  discriminate  in  favor  of  that  city.  On  the 
country  great  harm  and  loss  will  come  ol  it.  Any 
such  attempt  will  keep  the  i>eople  of  the  West  ii; 
a  state  of  constant  irritatibn,  which  in  the  end 
will  cut  them  off  from  her  altogether.  Such  is 
huuian  nature.  If  Philadelphia  wishes  to  draw 
the  trade  of  the  interior  to  herself,  let  her  imitate 
the  example  of  New  York,  and  provide  the  best 
possible  outlets  for  such  trade  to  flow  in  just  the 
direction  it  chooses,  instead  of  disgracing  her  le 
gislation  by  unjust  and  odious  laws,  which  must 
inevitably  defeat  the  veiy  objects  they  have  in 
view.  ;    ,: 


Oper»ti«aa  of  tli«  Kew  J«r*cy  Kallroadt  far 
tbe  year  1633. 

The  annual  reports  of  the  Railroad  and  Canal 
companies  of  New  Jersey,  for  the  year  1853,  ex- 
hibit tlie  followin-j  general  facu«,  which  we   con- 
dense from  the  documents  in  pamphlet. 
Camden  and  Amboy   Railroad,  capital 

stock Sl,600,000 

Delaware  and  Raritan  Canal 1 ,600,000 

Loans  of  both  companies  for  their  own 
works,  and  for  Trenton,  Belvidere, 
Freehold  and  Flemington  Railroad, 
say 7,000,000 

Receipts  of  Camden  &  Amboy  Railroad 

lor  1853 „ $1,744,207 

Expenditures 1.146,473 

Net  earnings 698,734 

Dividends  12  per  cent  io  cash,  and  12  per  cent  in 
bonds. 

Income  of  Delaware  and  Raritan  Ca- 
nal..  S382,248 

Expenses: 154.764 


8227,494 

New  Jersey  Railroad — Stock $2,760,000 

Debt  funded  and  floating 680,622 


Fluanecs  of  the 


Baltimore 
road 


and  Ohio  Rail' 


The  following  official  statement  of  the  capital 
stock  and  funded  debt  of  the  Baltimore  and  Ohio 
Railroad,  has  becen  prepared  by  the  Treasurer  of 
the  Company. 

The  funded  debt  of  the  Baltimore  and  Ohio 
Railroad  Company,  as  appears  by  its  report  made 
to  30th  September  1853  is  as  follows ;  Loan  No.  1 
January,  1854  $1,000,000  00 

Less  sinking   fund, 
applicable   to  its 

reductio* 287,531  28 

$712,468  72 

Loan  No.  2,  of  1867 1,000,000  00 

do.     3,  (iron  bonds 666,666  67 

do.    4,1875 1,128,500  00 

do.     5,  of  1880 700,000  00 

do.    6,  of  1885,  (for  $2,500, 


$3,430,622 

Earnings J $810,634 

Expenses 319,516 


Dividends 
&c.... 


Interest,   New  Construction, 


Morris  Canal — Stock . 
Debts  funded,  &c . . . . 


$491,117 

.      273,727 

$217,890 

$1,759,000 

473,067 


$2,232,067 

Receipts * J $190,441 

Expenses » 88,636 

Dividends , 66,390 

Morris  and  Essex  Railroad — Stock k$l,038,415 

Debt  funded  and  floating "      219,869 

Contingent  Fund 118]276 


$5,389,481  64 
Add  preferred  stock  of  the   State 

ofMd 3,000,000  00 


64 


'  she  changes  harbor  and  commercial  facilities. 
;'  Western  produce  does  not,  and  in  our  opinion, 
.  cannot  be  made  to,  seek  Philadelphia  as  the  great 
.;  produce  market  of  the  country.  All  money  ex- 
pended to  make  it  such,  will  be  made  upon  an 
»  erroneous  hypothesis  and  cousequeutly  involve,  as 
1^  far  as  the  immediate  object  is  concerned,  &loss. 
^  There  is  no  question  that  for  all  time  the  produce 
?  of  the  West  coming  East,  will  take  the  route  of 
V the  Erie  Canal.  Neither  New  York,  nor  Penn- 
-  sylvania  Railroads,  can  divert  it  from  that  route. 

For  these  reasons  we  have  always  wondered 

I  that  Philadelphia,  with  her  exclusive  and  jealous 

.r.policy,  should  be  willing  to  lend  her  aid  to  a  road, 

ifrom  which  she  can  certainly  derive  no  greater 

advantage  than  New  York  or  Baltimore,  We  know 


sued 1,218,153  75 


Making  the  whole  fumled  debt  to 
this  date .   $9,007,635  39 


CapiUl  stock $10,118,902  00 

Treasurer's  Office,  Baltimore  and  Ohio  Railroad 
Company,  March  31st,  1864. 

Sooth-Side  Railroad. — At  a  meeting  of  the 
stockholders  of  this  road  on  Tuesday  last,  in  Pe- 
tersburg, it  was  determine<l  to  mortgage  the  road 
to  the  amount  of  $372,000  to  cover  the  guarantee 
of  that  city,  and  a  debt  due  for  iron,  and  also  to 
issue  bonds  to  the  amount  of  $178,000  to  cover 
the  further  sum  necessary  to  complete  the  road. 
The  President  states  in  his  report,  that  from  pres- 
ent indications,  the  road  would  be  completed  to 
Lynchburg  in  August  or  September  next.— i?JcA-  Receipts . 
irwnd  Whig.  |  Expenses 


$1,371,060 

Receipts ]....  ..> 176,206 

Expenses j.  ..., .....  ..         91,201 

-  t  -,   V  84,005 

The  Dividends  were  $59,198.      1 

Central  Railroad— Stock. .- J...  .$1,611,090 

Bonds L 1,600,000 

Other  Indebtedness J . 132.259 


!  3,243,849 

Receipts— Capital  Stock.. ^ $624,990 

Stmdries . . .  .• , 667 

Earnings 349,018 

Ordinary  expenses 197,620 


Net  earnings ' 151,888 

Dividends,  7  per  cent. 
Belvidere  Delaware  Railroad — Stock .       $500,000 
Loan  of  Camden  and  Amboy  Railroad 

Company 1,000,(|()0 

Expended  in   construction   and  equip-  i 

ment,  so  lar ]  ,467,000 

No  dividends  yet  made. 
Mount  Holly  and  Burlington  Railroad  — 

Stock. $70,000 

Bonds,  &c ; 29,661 


Ordinary  receipts . 

Expenses 

Interest  

Vet  earnings . 


M 


$99,661 

$16,667 

13,763 

1,200 

1,698 


Paterson  and  Ramapo  Railroad— Stock.  $248,226 


De1>t  funded  and  floating 


» •  .  •  «  •  • 


101,000 

$862,226 

826,600 

6,286 


:-■.'-  V 
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AMERICAN    RAILROAD    JOURNAL. 


Interest 7,000 

Dividends 7,440 

Freehold  &  Jameaburg  Agricultural  R. 

R.— Stock S300,000 

Subscribed $137,900 

Road  yet  incomplete. 

The  accidents  on   these  works  during  the  year 
1863,  were  as  follows : 

Killed.    lojarcd. 


Camden  and  Amboy 12 

New  Jersey 13 

Morrii  and  Essex 2 

Central  New  Jersey 5 

Iklount  Holly — 

■  Total 32 


N 

IS 

"• 
8 

53 


Btlaslsslppl  Central  Railroad. 

HoUy  Springs,  Miss.,  Marck28th,  1854. 
H.  V.  Poor,  Esq. 

The  work  on  our  Central  Road  is  progressing 
with  as  much  rapidity  as  we  could  reasonably  ex- 
pect, when  we  take  into  consideration  the  new- 
ness of  such  enterprizes  in  this  section  of  country.* 
Many  of  our  planters  have  taken  their  hands 
from  the  field,  and  taken  contracts  on  the  road. 
Thus  far,  I  believe,  all  are  satisfied  with  the 
change,  and  find  the  construction  of  a  railroad 
may  be  as  profitable  to  them  as  the  production  of 
cotton.  ';;,,•  :   .;■,-■    - : ;     .j.  :,^ 

We  meet  with  few  discouragements  in  our 
enterprize ;  less  by  far  than  was  expected.  Our 
stockholders  pay  the  calls  made  upon  their  sub- 
scriptions with  promptness  and  willingness.  We 
have  as  few  delinquents  as  any  c  ompany  ever 
hjtd,  when  we  take  into  consideration  the  number 
of  our  stockholders.  We  have,  and  shall  continue 
to  have  abundant  cash  means  to  pay  the  monthly 
estimates  and  for  materials  furnished.  In  fact  we 
could  pay  larger  amounts  than  have  been  or  will  be 
soon  required  of  us.  We  need  among  us  more  of 
that  class  of  people  accustomed  to  the  construc- 
tion of  railwi-xys,  of  whom  you  have  so  many  on 
the  Northern  and  Eastern  States.  They  would 
here  find  plenty  of  work,  good  prices,  and  prompt 
pay- 


but  have  we  not  the  means  and  ability  to  over* 
come  them  1  Let  time  answer.  Have  any  of  your 
Northern  or  Western  roads  secured  more  certain 
means  of  success  in  so  short  a  time. 

Northern  people  reproach  us  with  repudiation 
and  justly  too ;  and  this  reproach  "bites  like  a 
serpent  and  stings  like  an  adder."  Yet  there  are 
a  very  numerous  class  among  us  who  would,  if 
they  could  remove  this  cause  of  reproach.  I  have 
told  you  before,  I  repeat  it  now,  that  I  believe 
the  completion  of  our  works  of  internal  improve- 
ment is  the  first  step  in  the  redemption  of  our 
State  credit. 

If  the  North  continue  to  discredit  everything 
coming  from  Mississippi,  for  the  reason  that  the 
State  has  been  recreant  to  her  plighted  faith, 
without  an  examination  of  the  causes  of  that  ac- 
tion, they  will  arouse  a  spirit  that  jiWl  overcome 
all  attempts  at  payment;  Mississippi  has  some 
good  grounds  for  questioning  the  validity  of  a 
portion  of  the  State  debt,  particularly  the  Union 
Bank  Bonds,  "There  is  a  reason  in  her  madness," 
but  the  day  may  come  when  she  will  redeem  a 
moral  obligation  when  it  has  no  Ugal  effect. 


Our  Legislature  at  its  recent  session,  appropri- 
ated the  proceeds  of  the  sale  of  500,000  acres. 
,  of  land  donated  to  this  State  in  1841  for  internal 
improvement,  in  aid  of  the  construction  of  the 
Central,  and  New  Orleans,  Jackson  and  Great 
Northern,  Roads. 

Thus  you  see,  notwithstanding  repudiation,  our 
State  is  able  and  willing  to  aid  to  the  extent  of 
her  ability,  works  of  internal  improvement. 

This  aid  from  the  State,  places  the  construction 
of  the  Central  Road  beyond  contingency.  Our  in- 
dividual subscriptions  are  large,  and  promptly 
paid.  Our  county  subscriptions  are  paid  by  direct 
taxation  to  the  amount  of  about  one-fiflh  yearly. 
No  bonds  have  been  nor  will  be  issued  by  the 
counties.  Our  subsicription  now  amount  to  about 
Jice-sixths  of  the  entire  estimated  cost  of.  the  road. 

We  have  a  rich,  productive  country,  a  very 
large  export  trade,  with  a  very  large  portion  of  the 
soil  yet  in  a  state  of  nature.  When  all  shall  be 
brought  into  cultivation,  the  trade  of  the  country 
will  be  more  than  doubled.  Our  road,  as  you  know, 
has  an  almost  direct  north  and  south  line  from 
New  Orleans  to  the  Ohio  River. 

The  State  of  Tennessee  has  loaned  to  the  north- 
em  extension  of  our  road  through  her  territory, 
its  credit  to  the  amount  of  $10,000  per  mile. 

Now  what  is  to  hinder  the  construction  of  our 
entire  line  of  road  ?   I  know  difficulties  will  arise, 


The  above  letter,  from  a  gentleman  connected 
with  the  Mississippi  Central  Railroad,  though  pri- 
vate in  its  character,  we  have  taken  the  liberty  to 
publish.  It  comes  fr*m  a  most  credible  source, 
and  its  statements  may  be  implicitly  relied  on. 

Tho  Mississippi  Central  Railroad  is  purely  a 
domestic  project,  got  up  and  carried  forward  by 
^the  parties  who  are  to  be  immediately  benefitted 
by  its  construction.  The  fact  that  those  who  pay 
for  building  it,  are  to  own  the  road,  is  a  good 
guarantee  that  the  means  provided  will  not  be 
wasted. 

There  have  been  few  roads  built  in  the  country 
that  have  been  less  dependent  upon  foreign  aid, 
than  will  be  the  above.  It  traverses  a  district 
well  filled  with  rich  cotton  planters,  who  can  read- 
ily furnish  the  necessary  means  for  its  construc- 
tion. Such  means  are  now  being  liberally  con- 
tributed, and  the  company,  without  making  much 
noise,  are  pushing  the  work  rapidly  forward. 

The  road  will  run  in  the  convenient  direction, 
both  for  the  district  traversed,  and  for  the  general 
business  of  the  country.  On  the  South,  it  will 
connect  with  the  New  Orleans,  Jackson  and  Great 
Northern  road,  at  Canton.  Through  this  road,  it 
will  have  a  direct  communication  with  New  Or- 
leans. On  the  North,  it  will  be  prolonged  into 
Tennessee  to  a  point  of  Junction  with  the  Mobile 
and  Ohio  line,  through  which  it  will  be  brought 
into  connection  with  the  whole  northern  system 
of  railroads,  which  it  will  unite,  by  one  of  the 
shortest  practicable  routes,  with  the  Gulf  of  Mex- 
ic«. 

The  route  is  a  very  direct  and  easy  one.  Little 
or  no,  rock  cutting,  is  found  on  the  whole  line  of 
some  200  miles.  The  road  is  so  far  removed  from 
the  Mississippi  as  to  avoid  the  crossing  of  the 
larger  rivers,  while,  at  tho  same  time,  it  will  be 
removed  from  their  competition,  as  carrieru  of 
freight.  The  road  is  under  the  management  of 
parties  well  known,  and  well  esteemed  at  the 
North,  as  at  home,  and  who  are  determined  to 
show  that  some  things  can  be  done  in  Mixnssippi, 
as  in  other  States. 

Our  correspondent  incidentally  alludes  to  the 
subject  of  repudiation,    We  fully  concur  in  the 


views  he  expresses.  He,  and  a  onmeroas  class 
with  him,  feel  that  they  are  necessarily  implicated 
in  the  stain  cast  upon  the  State,  and  that  her  dis- 
grace, to  a  certain  extent,  is  tkeir  dishonor.  But 
they  must  endure  for  a  while,  what  they  cannot 
remedy.  The  question  of  the  resumption  of  pay- 
ments has  become  so  involved  with  others,  and  so 
much  misrepresentation  and  misconception  of  the 
whole  subject  prevails  throughout  the  State,  that 
time  is  absolutely  necessary  to  allow  the  present 
excited  state  of  feeling  to  subside,  and  to  enable 
the  people  to  look  at  the  subject,  not  through  the 
medium  of  prejudice,  or  passion,  but  of  reason ; 
and  those  principles  of  commercial  integrity,  to 
which  every  State  is,  and  will,  in  the  end,  hold 
herself  amenable.  A  part  of  the  State  debt  is  of 
very  questionable  validity.  All  the  money  receiv- 
ed on  account  of  it  was  squandered.  The  people 
never  received  any  benefit  from  it.  They  feel 
that  they  were  not  the  parties  to  the  original 
transaction,  and  of  course  they  cannot  feel  that 
sense  of  personal  obligation,  that  "they  otherwise 
would.  But  we  do  not  pi  opose  to  offer  any  apolo- 
gy for  the  existing  state  of  things.  What  i5,  can- 
not be  immediately  changed.  It  will  not  help  the 
matter  to  taunt  th'e  people  of  the  State  with  their 
defaults.  The  most  effectual  means  of  infiuencing 
them  to  the  payment  of  the  State  debt,  is  to  aid 
them  in  the  construction  of  railroads.  These 
works  will  exert  a  strong  tendency  to  create  a 
healthy  sentiment.  They  will  beget  an  ambitic  n 
on  tho  part  of  the  people  to  stand  as  well  in  pop- 
ular estimation  as  those  of  the  most  "favored 
States,"  Railroads  will  creat  ■  the  means  of  grat- 
ifying this  ambition.  Those  who  are  building 
these  works,  therefore,  should  receive  every  possi- 
ble encouragement.  They  are  as  deserving,  and 
enjoy  as  good  credit,  as  any  similar  class  of  men, 
in  any  State  in  the  Union.  They  are  doing  « 
work  that  will  in  time  regenerate  the  whole  Stat"", 

Abstract  of  Returns  of  the  Maine  Rallroadst 
for  the  year  ending  Deo.  31st« 

Portland,  Saco  <f.  Portsmouth  R.  R.,for  13  months, 
ending  Dec.  d\st,  1863. 

Length  of  line— 61  miles. 

Weight  of  Rail— 60  lbs  per  yard. 

Capital  paid  in $1,837,000  00 

Amount  of  indebtedness, 182,000  00 

Amount  due  Corporation, 121 ,000  00 

Number  of  passengers, 298,818 

"  through 169,479 

"  way 128,939 

Received  from  passengers, 187,808  90 


freight, 

'i  "  other  sources, 

Miles  run  by  Passenger  trains 

Freight 
other 
Whole  number  of  Stockholders .... 
"  residing  in  Maine, . . . 

Dividends  in  1858,  6  per  cent. 

York  4"  Cumberland  Railroad. 

Length  of  line — 18  miles. 
Weight  of  Rail— 66  lbs. 

Capital  paid  in $292,649 

CostofRoad, 728,699 

Amount  of  indebtedness  about 408,192  91 

Received  from  Passengers, 36,170  84 

"       Freight 18,906  96 

"       Mails 284  76 


58,197  84 

16,661  07 

100,001 

43.000 

20,000 

999 

62 


89 
80 


Totals  receipts  in  1868, $54,361  05 

Miles  run  by  Passenger  trains, 30,810 

Freight            "  16,000 

Numbers  of  Stockholders 1,126 

who  reside  in  this  SUte, . . .  1013 
Pividcnds  in  1863,  none. 
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Calau  &>  Baring  Railroad. 

Length  of  Line,  6  miles. 
Weight  of  RaU  56  lbs. 

Capital  paid  in, $100,000  00 

Coitof  Road, 217,255  65 

Amount  of  indebteness  about 136,228  00 

Due  the  Corporation,        "  8,713  70 

Number  of  passengers  in  1863, 14,654 

"           through 7,280 

way T,824 

Received  from  passengers, Sli361  50 

"       freight, 26,675  12 

"        "        other  sources, 1,000  50 


Total  receipts  in  1863, S28,038  12 

Number  of  Stockholders, 55 

"        who  reside  in  this  State,...  20 

DiTidends  in  1868,  6  per  cent. 

Bangor  and  Oldiovm  Railroad.        , 

Length  of  line — 12  miles. 
Weight  of  rail — 36  lbs.  per  yard. 

GapiUl  paid  in $136,000  00 

Cost  of  road 138,913  00 

Amount  of  indebtedness 1,650  00 

Amount  due  corporation 12,439  0(5 

Number  of  passengers 72,178 

Received  from  passengers $23,269  67 

„  freight 18,91132 

„  „     other  sources 1,967  10 


ToUl  receipts  in  1863 $44,138  09 

Miles  run  by  trains 22,209 

Whole  number  of  Stockholders 13 

J,  „      residing  in  Maine 3 

DiTidends  in  1858 $21,000 

Androscoggin  Railroad, 

Length  of  line,  20  miles. 
Weight  of  rails,  60  lbs. 

Capital  paid  in $86,863  14 

Cost  of  road 316,365  00 

Amount  of  indebtedness  about 200,000  00 

Due  the  corporation  21,600  00 

Number  of  passengers  in  1853 10,467 

way  10,290 

Reeeived  from  passengers $9,168  12 

„  „    freight 9,556  70 

..  ,,    other  sources 428  68 


ToUl  receipts  in  1853 $19,252  40 

Miles  run  by  passenger  trains 12,520 

„        „    ..freight  „ 12,620 

Number  of  Stockholders 328 

„       who  reside  ia  this  State 316 

DiTidends  in  1863,  none. 


Oblo  and  MUslssippt  RaUroad. 

On  the  18th  ult.  we  published  a  short  article 
showing  the  financial  condition  of  the  above  com- 
pany, which  we  stated  as  follows : 

Ciqpital  stock $6,600,000 

First  mortgage  bonds 2,800,000 

Second    "  "      3,000,000 


$12,800,000 
As  the  road  was  contracted  to  be  built  for 
$9,000,000,  we  expressed  some  surprise  at  the 
large  increase  of  the  capital  account  at  so  early  a 
day.  The  tone  and  inferences  of  our  article  were 
perfectly  proper  in  themselres,  and  properly  ex- 
pressed. 

The  last  number  of  the  Railroad  Recbrd,  pub- 
lished in  Cincinnati,  the  editor  of  which  has  been, 
and  for  ought  we  know  is  still,  in  the  employ  of 
the  company,  contains  a  long  reply,  characteristic 
of  the  pap9r,  full  of  gross  personalities,  charges  of 
loisstatsmeats,  etc.,  etc.  This  article  we  should 
fiot  have  noticed,  had  it  not  been  paraded  before 
the  New  York  public  in  the  money  article  of  one 
of  tho  leading  city  JounuUs.  Such  being  the  case, 
w«  feel  called  upon  to  My  «  word  or  two  in  our 


own  vindication.  The  financial  statement  given 
above  was  compiled  from  the  laudatory  notice  of 
the  company,  which  appeared  in  the  money  arti- 
cle of  the  Tribune  of  the  8th  of  March  last. 

The  Ohio  and  Mississippi  Railroad  is  being 
pushed  with  energy.  Within  the  next  60  days,  87 
miles  of  the  road  from  Cincinnati,  connecting  with 
the  Jeffersonville  Railroad,  will  be  opened  and 
equipped  with  ample  rolling  stock  for  the  business 
of  the  road.  This  division  forms  a  connection 
with  Louisville  by  the  Jeffersonville  road,  and 
reduces  the  time  of  transit  between  the  two 
cities  from  12  to  15  hours  by  the  river,  to  nat  ex- 
ceeding five  hours  by  railway.  This  division  of 
the  Ohio  and  Mississippi  Railroad  will  also  form 
the  most  direct  route  for  reaching  Indianapolis 
and  Terra  Haute.  Sixty  days  hence,  65  miles  or 
more  of  the  western  end  of  the  road  (90  miles  are 
graded  and  ready  for  the  rails)  will  be  opened  and 
tally  equipped,  thus  forming,  by  connection  with 
the  Illinois  Central,  which  is  soon  to  be  opened, 
the  first  connection  by  railroad  of  St.  Louis  and 
Chicago.  It  will  form  by  this  connection  with 
the  Illinois  Central  a  connection  with  Nashville 
and  New  Orleans  by  the  roads  now  in  construc- 
tion. The  gross  receipts  of  these  t^^o  divisions 
of  the  road,  it  is  calculated,  will  reach  from  one 
and  a  quarter  to  one  and  a  half  millions  of  dollars 
per  annum.  The  rails  for  the  entire  road  are  pur- 
chased and  paid  for,  and  about  two-thirds  of  the 
whole  amount  are  already  delivered  on  the  road 
or  are  now  in  transit  from  New  Orleans  to  the 
same,  and  the  remainder  to  be  delivered  this 
spring  and  summer. 

The  original  cost  of  the  road  was  estimated  at 
$9,000,000,  and  contract  made  for  completion  at 
that  sum ;  but  a  growing  conviction  on  the  part 
of  the  managers  of  the  road  of  the  magnitude  and 
importance  of  the  work,  and  the  immense  amount 
of  business  to  be  done  on  it,  has  induced  the  latter 
to  construct  a  much  better  road  than  was  origi- 
nally contemplated,  by  reducing  the  grades  from 
a  maximum  of  sixty  to  that  of  forty  feet  to  the 
mile,  on  a  large  portion  of  the  road ;  also,  to  pro- 
vide bridges,  culverts,  &c.,  for  a  double  track, 
and  to  more  than  quadruple  the  dimensions  of  the 
depots  and  machine-shops,  and  also,  at  a  very 
large  expense,  the  Eastern  Division  have  provided 
depot  accommodations  and  grounds  in  the  City  of 
Cincinnati  and  immediately  on  the  bank  of  the 
.iver.  The  rolling  stock  of  the  road  has  also  been 
largely  increased  over  the  provisions  of  the  origi- 
nal contract.  In  addition  to  the  foregoing,  an- 
other item  of  cost  has  been  made,  which  was 
deemed  of  very  great  importance  not  only  to  the 
public,  but  also  to  the  interests  of  the  stock  and 
bondholders.  The  time  originally  agreed  upon  for 
the  completion  of  the  road  has  been  shortened 
nearly  one  and  a  half  years.  The  net  earnings  of 
the  road  for  that  period  will,  it  is  estimated,  more 
than  pay  the  entire  additional  cost  of  the  road 
over  original  contract. 

All  these  additional  expenditures  it  is  estimated 
will  reach  the  sum  of  about  two  and  a  half  mil- 
lions of  dollars.  Already  there  has  been  expended 
in  the  iron,  conitruction,  and  equipment  of  the  road 
about  nine  millions  of  dollars.  To  meet  the  addi- 
tional cost  the  companies  propose  to  raise  from 
two  to  two  and  a  half  millions  of  dollars  by  a  sale 
to  that  extent  of  their  Second  Mortgage  Bonds. 
They  now  propose  to  issue  of  this  class  $3,000,000. 
It  is  believed  by  the  Directors  that  with  this  nego- 
tiation made,  the  entire  road  from  Cincinnati  to  St. 
Louis  can  and  will  be  opened,  equipped,  and  in 
successful  operation  within  twelve  months  at  the 
outside  from  the  1st  March  inst.  The  road  com- 
pleted will  cost  from  $11,500,000  to  $12,000,000 ; 
and  the  Company  believe  that,  for  it^i  length,  low 
grades,  and  general  substantial  character,  it  will 
compare  favorably  in  point  of  cost  with  any  road 
in  the  United  States. 

The  first  mortgage  bonds  issued  by  this  Com- 
pany amount  to  $2,800,000,  which,  with  the  se- 
cond mortgage  now  proposed  to  be  Issued  and  sold, 
$3,000,000,  makes  $5,800,000  of  debt,  or  about 
$17,000  per  mile.  The  subscribed  and  paid  up 
$UKk  U  $6,600,000,  $0  that  tA€  dMbtwiUbt  kit  than 


one-half  the  cost  of  the  road.  The  parties  engaged 
in  the  construction  of  this  road  are  guarantees  of 
the  honest  administration  of  its  finances,  and  this, 
with  the  convertible  clause  in  the  bonds,  makes 
them  worthy  of  the  attention  of  investors. 

The  other  figures  in  ao  article  of  the  18th  ult., 
were  copied  from  a  report  by  the  company,  pub- 
lished in  1852.  We  made  a  slight  error  in  sUUng 
the  contract  price  for  the  road  at  $8,500,000,  in- 
stead of  $9,000,000,  and  in  the  proportions  of  the 
cash,  stock,  and  bonds,  which  the  contractors 
were  to  receive;  otherwise  the  Company  are  res- 
ponsible for  tha  correctness  of  our  statement 
assuming  them  to  be  reponsible  for  the  article  in 
the  the  "  Tribune,"  which  will  not,  we  presume, 
be  denied.  : 

We  knew  the  article  in  the  Tribune  to  be  in- 
correct in  many  important  particulars.  It  war- 
ranted comments  very  different  from  those  it  re- 
ceived at  our  hand.  We  stated  just  enough  to  let 
the  Company  know  they  were  being  looked  after. 
We  know  very  well  that  $9,000,000  had  not  been  al- 
ready expended  upon  the  road,  nor  that  $6,600,000 
of  the  capital  stock  has  been  paid  in,  and  that  the 
object  of  the  article  was  to  mislead,  instead  of 
eonveying  information  as  to  the  real  state  of  the 
company's  affairs. 

It  is  certainly  to  be  regretted  that  the  money 
articles  in  some  of  our  leading  daily  papers  should 
be  prostituted,  as  they  are,  to  the  use  of  every 
person  who  has  an  object  to  accomplish,  by  impo^ 
ing  on  the  public  credulity.  It  is  notorious  that 
that  is  a  department  of  the  paper  in  which  every 
person  may  ofliciate  as  Editor  who  will  pay.  The 
higher  the  general  reputation  of  the  paper,  the 
higher  the  price  for  which  the  commercial  columns 
are  sold.  An  unintiated  person  would  naturally 
suppose  that  the  pufl*  in  the  Tribune  was  written 
by  the  editor  of  the  paper  in  chiefs  It  is  editorial. 
It  goes  out  to  the  world  backed  by  the  entire  re- 
putation that  the  paper  possesses.  Yet  it  is  lull 
of  gross  misstatements,  which  must  have  been 
Icnown  to  have  been  such  by  the  person  writing 
it.  But  the  character  of  the  article  has  nothing 
to  do  with  its  insertion,  providing  the  person  fur- 
nishing  it,  will  pay. 

In  this  connection,  we  will  give  the  following 
extracts  from  the  company's  report  referred  to.— 
(Page  5.) 

The  companies  (of  the  two  States,  Indiana  and 
Illinois,)  obligate  themselves  to  pay  the  con- 
tractors, as  the  work  progresses,  on  the  monthly 
estimates  of  the  Engineers,  as  follows : 

7-18  in  cash;  ■  ^-^  .-  ^. 

5  4-18  in  stock  of  the  company  ;  '      :. 

6  4-18  in  bonds  of  the  company.  i^  ■ 
Thus,  for  the  entire  construction,  engineering, 

furnishing  and  equipping  as  above,  the  companies 
will  pay  to  the  contractors  nine  millions,  as  fol- 
lows, viz :  i-N^ 

$3,500,000  in  cash ;       •      •    -.   ■  -j-'=r      \) 

$2,750,000  in  stock ;    ^ 

$2,750,000  in  bonds.     ;■-.;, 

This  will  cover  the  toUd  cost  of  construction, 
excepting  salaries  of  the  two  Chief  Engineers,  and 
of  the  officers,  office  expenses,  depot  grounds,  and 
such  incidental  expenses  as  may  ari.se  in  procor- 
ing  the  right  of  way. 

It  will  be  seen  th;»t  by  this  contract,  the  com- 
panies obligate  themselves  to  pay  the  contractors 
three  and  one-half  millions  ot  dollars  in  cash,  to 
be  obtained  from  subscriptions  of  stock  and  from 
the  loan  of  the  city  of  Cincinnati.  There  remains 
at  present  yet  to  be  obtained  about  one  and  a  half 
miliums  of  stock  subscription,  to  complete  the  en- 
tire amount  of  cash  required  under  the  contract. 
The  companies  have,  however,  reserved  Um  rif  ht 


"V 


\  ■ 


X22 


AMERICAN    RAILROAD    JOURNAL* 


to  issue  one  million  of  dollars  of  second  mortgage 
bonds  in  case  it  be  impossible  to  procure  the  ne- 
cessary amount  of  cash  from  other  resources, 
these  bonds  only  to  be  issued  after  fire  millions  of 
dollars  shall  have  been  expended  on  the  construc- 
tion of  the  worl£. 

The  bonds  given  by  the  companies  to  contract- 
ors in  part  payment,  are  secured  by  a  first  mort- 
gage on  all  the  property  of  the  companies.  The 
sum  total  thus  secured  amounts  to  two  millions 
seven  hundred  and  fifty  thousand  dollars.  No 
other  mortgage  can  be  given  by  the  companies  except 
that  already  mentioned  of  one  million  of  dollars, 
■which  it  is  believed  will  never  be  required,  and  if 
used  can  only  bo  employed  after  the  expenditure 
of  five  millions  of  dollars  in  construction  and 
equipment.  It  will  thus  be  seen  that  the  i  roba- 
blo  amount  for  which  the  road  will  stand  mortga- 
gdd  will  be  two  millions  and  three  quarters,  while 
under  no  circumstances  can  it  exceed  three  and  three 
quarter  millions. 

After  such  a  statcmeut  officially  made,  does  not 
a  proposed  increase  of  over  $3,000,000  in  the  cap- 
ital account  of  the  company  call  for  some  expla- 
nation! Is  it  to  go  into  the  road,  or  does  it  rep- 
resent profits  to  somebody  ? 

We  invite  a  comparison  of  the  above  with  the 
articles  in  the  Tribune  and  Record. 

We  do  not  propose  general  reply  to  the  article 
in  the  Record.  It  is  not  worth  it.  We  must  say, 
however,  that  we  do  not  admire  the  taste  or  judg- 
ment of  the  Company  in  parading  it  before  the 
New  York  public,  or  in  provoking  discussion  upon 
tha  merits  of  their  project. 

Notice  to  Contractors. 
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PACIFIC  RAILROAD  OF  MISSoUrT 

SEALED  proposals  will  be  received  by  the  un- 
dersigned, at  their  ofiice  in  the  city  of  St. 
.'Louis,  until  six  o'clock,  p.  m.,  of  the  15th  day  of 
*  May  next,  for  the  Grading,  Masonry,  etc.,  of  the 
first  division  of  the  South-west  Branch  of  the  Pa- 
cific Railroad,  extending  from  Franklin  Depot,  the 
present  terminus  of  the  road,  some  40  miles  West 
of  St.  Louis,  to  the  crossing  of  the  Qascenadc 
River,  a  distance  of  about  78  miles.  The  line 
will  be  divided  into  sections  of  about  one  mile 
each,  and  proposals  may  be  made  for  one  or  more 
sections.  The  line,  plans,  profiles,  specifications^ 
form  of  contract,  etc.,  will  be  ready  for  inspection 
on  and  after  the  first  day  of  May  next.  The 
work  to  be  let  is  quite  heavy,  situated  in  a  healthy 
country,  and  is  easy  of  access. 

The  undersigned  reserve  to  themselves  to  reject 
all  proposals  that  are  not  satisfactory. 

A.  S.  DIVEN  &  CO. 
March  24th.  1864. 


Surveying   and  Engi- 
neering,  ^  66.881  34 

Right  of  way 10',441  89 

Graduation 474,787  69 

Masonry, 323,50  00 

Trestle  Bridging 88,351  69 

Broad  River  Bridge,,.  37,571  33 

Saluda  Lower  Bridge,  6,630  78 

Saluda  Upper  Bridge,  8,416  48 

Timber  for  Tracks, . . .  158,181  23 

Iron  Rails, 675,236  69 

Spikes  and  Chairs, . . .  60,891  80 
Superstructure      and 

Track  Laying 94,921  42 


Real  Estate S  22,754  90 

Dei)ots  and  Water  Sta- 
tions      44,745  62 

Workshop  Building,..     17,126  54 

Machinery  for  Work- 
shop,       16,702  19 


SI, 604,560  74 


101,328  15 


Locomotive  Engines,. SI  19,176  48 
Passenger  and  Freight 
Cars, 130,000  00        249,176  48 


Accounts  for  Materi- 
als, Work,  &.C.,  en- 
tering into  construc- 
tion, not  yet  fully 
ascertained,  but 
supposed  to  be 
about, 


Capital  Stock  paid  in,$l,100,029  49 
Assessment  on  Stock 
paid  in, 131,937  26 


$1,955,066  37 


100,000  00 


2,065,065  37 


$1,231,966  76 
The  Earnings  of  thcRoad  for  the  last  three  months 
in  an  unfinished  condition  were  as  follows  : 
October— From  Freight.  ..$12,761  13      , 
From  Passsengers    8,321  17 

Flora  Mail, 700  00 

$21,782  30 

November— From  Freight.  $  9,764  41 
FromPasseng's  8,403  35 
From  Mail,,,.         800  00 


Notice  to  Capitalists. 

THE  GREENVILLE  AND  COLUMBIA  RAIL- 
ROAD COMPANY 

Now  offers  for  sale  their  Coupon  Bouds,  re- 
deemable in  ten  years,  bearing  interest  at  seven 
per  cent,  per  annum,  payable  semi-annually,  se- 
cured by  mortgage  of  the  entire- Road,  being  the 
first  lien  upon  it. 

For  a  full  understanding  of  the  purposes,  value 
of  the  property,  and  prospects  of  the  Company, 
the  following  statement  is  made.  It  is  proposed 
to  issue  Coupon  Bonds,  to  the  amount  of  three 
Bundred  thousand  dollars  which  with  those  already 
Issued  will  make  the  Bound  debt  $800,000.  The 
mortgage  of  the  Road  bearing  date  the  eighteenth 
nstant,  is  to  cover  these  Bonds,  as  well  those  is- 
$utd,  as  those  to  be  iisued,  to  the  amount  of  $800,- 
.   00,  and  no  more. 

The  Road  was  finished  on  the  9th  December 
'  Mt,  is  well  equipped,  and  in  fnll  and  succesful 
•peration.  The  entire  length  of  the  Road,  includ- 
uf  ita  Sranches,  is  164  miles,  and  cost  as  fol- 
lows \i''t  ■ll»^:M:^■•'.: 


December— From  Freight,. $12,206  26 
FromPasseng's  9,034  00 
From  Mail,....        900  00 


-$18,967  76 


-$22,139  26 


For  three  Months, $62,889  32 

The  whole  expenses  of  the  Road,  it  is  believed, 
will  not  exceed  $11,000  per  month,  or  60  per  cent, 
on  the  earnings,  tho  Road,  for  the  greater  part, 
is  well  constructed — of  good  materiel  and  heavy 
iron,  and  could  not  now  be  made  and  furnished  as 
it  is  for  less  than  $3,000,000. 
By  order  of  the  Directors, 

THOMAS  C.  PERRIN.  President. 
January  18th,  1854.  .  ,     i.       V        ' 

N.  B.  The  Bonds  can  be  had  by  applying  to 
Mr.  Jacob  Cohen,  of  Charleston  ;  Mr.  J.  P.  South- 
ern, of  Columbia,  or  t»  me  at  Abbeville  Court 
House.     Bids  for  these  Bonds  are  requested. 


Railroad  Iron. 

1Q^|~k  TONS  superior  quality  Yorkshire  rails  56  pounds 
^O  W    T  p8tt45m  can  be  iminediatel>-  delivered  at 
New  ¥ork,  Savannah,  or  New  Orleans 
For  sale  by 

NAYLOR  &  CO. 
.V«w  York,  April  Ut,  1864. 


Brass  Tubes  for   Locomotive 
and  Marine  Boilers. 

'THE  undenigDed  having  been  appointed  Agent  fbr  the  highot 
*■  reapertable  mamiikcturera  Maaira.  Alien,  Everltt  ic  Son  or 
BinninKham,  Is  prepared  to  take  orders,  at  fixed  price*,  fly- 
Brass  Tubes  of  all  diameters,  for  Engines— For  fUrtber  particu 
lara  and  inspection  of  patterns   pleoae  apply  to 

JOBN  H.  HICKS, 
M«rclil8d4i  OOSe«r«r»tr. 


Notice  to  Contractors. 


Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina ; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina ;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  via  Clay  ton,  Georgia,  Franklin  North 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Turniptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Turniptop  Mountain  to  tho  Rabun 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  of  6800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length  ; 
a  suspension  bridge  across  the  Chatnga  River  600 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  60  miles,  the  line  follows  down 
the  Tennessee  River;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  some  of  which  is  rock ; 
their  will  also  bo  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet.  From  Hardens  to  Knoxville,  a  distance 
of  45  miles,  the  line  follows  the  river  about'.eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville ;  this 
portion  of  the  road  is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
1000  feet  long  and  45  feet  high,  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
and  from  Franklin  to  Anderson,  stratified  sandstone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  tlntiugh  high  table  lands,  well  settled, 
remarkable  lor  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way oflers  great  inducements  to  experienced  con- 
tractors. The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  the 
Ist  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  at  each  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with^cash  payments,  alsoeighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13  ANSON  BANGS  &  Co. 


Working:  Drawing^s 
of  American  Locomotives. 

TREATISE  ON  THE  APPLICATION  OP 
STEAM  TO  LOCOMOTIVE  ENGINES.  H- 
lustrated  with  large  and  accurate  engravings  of 
the  most  approved  American  Locomotives,  accom- 
panied by  full  and  clear  explanation,  designed  for 
the  use  of  Students,  Builders,  and  Working  Engi- 
neers. 

\*  A  few  copies  of  the  first  five  numbers  of 
this  verv  desirable  work  may  be  had  of 

JOHN  WILY,  167  Broadway. 
Also  an  extensive  assortment  of  English  and 
American  Books  in  every  department  of  Engineer- 
ing  Science.  tw 


Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  raanulhcture  for  Railroad 
Cwnpanies,  Passenger  Baggage,  Cattle,  Fr«ght,  Oiavelaod 
Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

F.  HUNaSRfOBD  &  CO. 
Maytvme,  Ky ,  Sept.  29, 186& 
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M.  W.  BALDWIN  &  CO.,  Engineers, 

Broad  and  Harotltoo  streeta,  PhUadelpbia, 
OTTLD  call  the  attention  of  Railroad  Managers,  and  thoee 
interested  in  Railroad  Property,  to  their  Svstkii  or  Loco- 
MOTIva  Bnginks  in  which  tluy  are  adapted  to  the  particular 
business  far  which  they  viay  l>e  requirctl :  by  the  use  of  one, 
two,  three  or  tour  pair  of  driviot;  wheels ;  and  the  use  of  the 
whole,  or  so  much  of  the  weight  as  may  be  desirable  for  ad- 
besioo ;  aiid  in  acconiniodating  them  to  the  grades,  curves, 
Etrengtii  of  superstruction  and  rail  and  work  to  be  done. — By 
these  means  the  maximum  usefUI  eflect  of  the  power  is  aectired 
with  the  least  expense  for  attendance,  cost  of  fuel  and  repairs 
to  Boad  and  Engine.  With  these  objects  in  Tiew  and  as  the 
result  of  twenty-three  years  practical  experience  in  the  business 
by  our  senior  Partner  we  manufacture  Fi're  different  kinds  qf 
Engines  and  several  classes  or  sizes  of  each  kind. 

Particular  attention  paid  to  the  strength  of  the  machine  in  the 
pUm  and  iMrkmanahip  of  all  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  offer 
these  engines  with  the  assurance  that  in  efficiency,  economy  and 
durability  they  will  compare  Civorably  with  tliooe  of  any  other 
kind  in  use. 

We  also  furnish  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
centres  without  boring).  Composition  Castings  for  Bearings  i 
every  description  of  Copper  Sheet  Iron  and  Boiler  work  ;  and 
every  article  appertaining  to  the  repair  or  renewal  of  Loco- 
motive Engines. 

M.  W.  BALDWIN.  MATTHEW  BAIBD. 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  by  oue  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  ca,rs  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enqtiire  at  the  office  of  Bridget  &.  Bro- 
thers, 64  Coortland  Street. 

New  York,  Feb.  2l8t,  1864. 

Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  con- 
tracts for  Railroad  Iron,  of  Messrs.  Ouest  6l  Co.,  or  other 
leading  manufacturers'  make,  delivered  free  on  board  vessels  in 
England  or  in  this  conntry. 

BOORMAN,  JOHNSTON  &  CO., 
Sept  7.  90  Broadway,  New  York. 


C.  Floyd-Jones., 

Division  Engineer  Sd  and  12th  Diviaiooa, 
Illikois  Ckntral  Railroad,  '.  - 
Vandalia,  lU, 


Boiler  and  Tank  RiVets, 
Nnts  and  Washers; 

All  Sizes  of  ' 

Bolts  and  Bolt  £nds 

for  Sale  by 
BRIDGES  &  BROTHEK, 

64  Courtland  8t,  N.  T. 

To  Railroad  and  Canal  Co.^s, 
Contractors,  &e. 

THE  undersigned  would  direct  the  attention  of  Chief  £n- 
ginecat  and  Contractors  to  the  fkcilitiea  they  possess  for 
supplying  them  with  laborers,  mechanics,  &c.  of  any  descrip- 
tion, and  also  to  inform  them  that  they  fbrward  such  men  to 
whatever  destination  they  may  be  requiriKl. 

Companies  or  Contractors  desirous  o  f  receiving  steady  and 
industrious  men,  will  be  promptly  supplied  at  the  shortest  pos- 
sible notice. 

JOHN  J.  HELLING  &  CO. 
No.  85  Greenwich  street,  New  York. 

Mew  York  and  £rie  R.  R. 


jffl^ 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz:— 


BtTFrALO  ExFRESS,  at  7  a.  m.  fbr  BufiUlo  direct,  over  the  N. 
Y.  &  £.  R.  R.,  and  the  B.  &  N.  Y.  City  R.  R.,  without  change 
of  baggage  or  cars. 

Hail,  at  8i^  a.  m.  for  Dunkirk  and  BuflUlo,  and  intermediate 
stations.  This  train  remains  over  night  at  Elmira,  and  proceeds 
the  next  morning. 

Wat  Express,  at  12>i  p.  m.  fbr  Dunkirk,  and  intermediate 
•taticoa. 

AOCOMUODATIOK,  at  3  p.  m.  for  Delaware  and  intermediate 
stations. 

NiwBi7Ra  Express,  at  4  p.  m.,  for  Newburg. 

Wat  Pasbrnosr,  at  4  p.  m.,  for  Pienuont  and  intermediate 
stations. 

NiOHT  Ezprbss,  at  6  p.  m.  for  Dunkirk  and  Bul&kx 

On  Sundays  only  one  Express  Train — at  5  p.m. 

These  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 
OHAa.  MINOT.  8up^ 

Railroad  Iron. 

;)ArY^  TONS  Railroad  Irjn,  weighing  about  69 

,vV/vAJ  lbs.  per  yard,  "  Erie  "  pattern  of  Q  L  and 

'  Crawsnay  '  manuia^.ture,  now  on  the  way  from  the 

•hipping  ports  in  Great  Britain  to  this  port,  for  sale  by 

P.  CEOUTEAU,  Jr.,  SANPORD  A  CO., 

DeMuber  4,  18B2.  No.  SI  New  Btreet 


Dngrgan^s  Work  on  Bridgres. 

SPECIMENS    OF    THE 

STONE,  IRON  AND   WOOD  BRIDGES, 

VIADUCTS,  Tunnels,  Culverts,  etc.,  of  the 
United  States  Railroads ;  illustrated  by  a  se- 
ries of  drawings,  from  actual  measurement  of  the 
works ;  including  plans,  sections,  elevations,  and 
details  of  each  structure,  and  an  appendix,  illus- 
trative of  the  art  of  bridge  building,  as  at  present 
practiced  in  Europe. 

lUustraUd   With  Numerous  Accurately  Engraved 
Drawings. 

15  Numbers,  75  Cents,  each. 

%*A  few  sets  of  the  above  work,  may  bo  had 
by  appljing  to  the  subscriber. 

JOHN  WILEl,  167  Bioadway. 


.Notice  to  Contractors. 


O^ffice  of  the  Milwaukee  and  Horicon  R.  R.  Co.  J 
Milwaukee,  Wis.,  March  15th,  1864.     \ 

PROPOSALS  will  be  received  at  this  office  till 
the  first  day  of  May  next  for  the  construction 
of  the  second  division  of  the  Milwaukee  and  Ho- 
ricon Raih*oad,  from  Horicon  to  Berlin  a  distance 
of  forty-two  miles  or  sections  thereof. 

Maps,  profiles  and  specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 
tenth  day  of  April  next. 

JOHN  B.  SMITH, 
Pres't  M.  &  H.  R.  R.  Co. 


Railroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  th«  undersigned  a  first  rate 
oflice  to  give  thtir  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  bo  given  to  well 
known  companies  and  contractors,  and  men  «ro 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT,       ^ 
European,  American  Eniployme^U  Office,^^^ 
287  Broadway,  comer  Readc-st.     ^ . 
:>t Under  the  Irving  House,  New  York. ' 

THE 

New  Yorker  Handels-Zeitung 

*  GERMAN'  Commercial  Paper,  cmitainmi.'  Prices  Current, 
"■  Market  Reports,  Eichange  and  .^^luck  Rates,  .Shipping  List 
and  Corre^poudeoccs  from  all  j)arts  of  the  world,  api«ar«  twica 
a  week  in  two  separate  editiods,  vii :  one  for  honiu  circuiaUon, 
published  each  Wednesday  and  Saturday  morning ;  the  other 
for  circulation  in  Europe,— the  only  Oennan  Pa;>tr  pubii«hed  io 
the  United  States  admitted  to  the  German  Sutes— appears  be- 
fore tbe  dopirture  of  each  mail  steamer  for  Europe.  Terms  :— 
Tbe  paper,  per  annum,  at  >ew  lurk,  $5,  7or  Oermany,  (Ul 
Postage  included,  $U,  and  for  all  oter  paruof  Europe,  the  U.S. 
Postage  tnclus.,  »S.    Advertisements  taken  at  liberal  termt. 


MANUFACTURERS'  AGENCY 

FOR 

RAILROAD  FURNISHIXG, 

Office  18  Dearborn  St.,  Chicago,  III 

£.R.T.  ARMSTRONG,  A^ent, 

KEEPS  constantly  on  hand  Hailroad  Spikes,  Burden's  make, 
Railroad  Wrought  Iron  Chairs,  superior  quality,  Ames' 
manufacture  of  Locomotive  Tires,  Cranks,  4"c.  Washburn, 
Pond  &.  Co.'s  Car  Wheals,  of  best  Saliiibury  and  Stirling  Iron, 
mixed  under  direction  of  Mr.  Washburn,  and  warranted. 

Orders  invited  for  Locomotive  catd  Car  RoUed  or  Hammered 
Axles— Locomotive  Lamps — Superior  Pumps,  for  Stations, 
Sicitch  Stands,  Levers,  and  Targets— Locomotire  Drivers 
and  Cylinders- Boxes  and  Pedestals- Screw  Cutters  and 
Drilling  Machines— Frog's  Heads  and  £l:il  Blocks— Screw 
Presses,  for  forcing  Wheels  and  Axles. 

Oils  of  a  superior  quality,  made  expressly  for  railroad.^  and 
free  from  gums. 

Refer  to— Illinois  Central  railroad,  Ohio  and  Mississippi  river 
railroad.  Michigan  Soutliem  railroad.  Galena  and  Chicago 
Union  railroad.  Milwaukee  and  Mississippi  river  railroad.  Little 
Miami  railroad,  Cincinnati,  Uamilton  anid  Da>tun  railroad.  Cen- 
tral Ohio  railioad.  14.6mo's. 


To  ClTil  £ng^ineers  and  Sur- 
veyors. 

TRAKSITS,  Level  and  Surveyors  Compasses  Manufactured  on 
tbe  most  improved  principle  and  of  tlie  Bet>t  Quality 

by  THOMAS  HU.\T, 
No.  63  Fulton  Street, 
lylO*  New  York. 


OFFICE  OF  THE  CLEVDLAND  AND  TOLE- 
DO R.V.ILROAD  CO.— No.  18  William  Street 
—New  York,  15th  March,  1864.— DIVIDEND.— 
A  semi-annual  Dividend  of  5  per  cent,  on  the  cap- 
ital stock  of  this  company,  has  this  day  been  de- 
clared, payable  in  cash,  at  the  office  of  the  com- 
pany, on  and  afler  the  5th  April  next.  Certifi- 
cates of  stock  in  either  of  the  late  companies, 
(Junction,  or  Toledo,  Norwalk  and  Cleveland,) 
will  be  required  to  be  exchanged  for  certificates 
of  this  company,  before  dividends  are  paid.  The 
transfer  books  will  be  closed  from  the  25th  inst., 
to  the  5th  April. 

By  order  of  the  Board  of  Directors, 

E.  B.  LITCHFIELD, 
mh.l7  Im.  Treasurer. 


Railroad  Iron  Via  Q^nebec. 
JOHN  ANDERSON  &,  CO. 

COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

Ctuebec  and  Montreal. 

pAftTICULAR  attention  given  to  tbe  Transhipment  of  Iron, 
*  *c.,  in  Transitu  lor  the  Westeiu  Lake  Ports,  and  to  the  Ship- 
ment of  Hails  In  Great  Britain. 
(tiHlw,  Ike.  2, 1863. 


Holland,  Burgess  &.  Smittli, 


MANUFACTUREBS  of  PURE  SPERM  OIL  for  Bailroad 
^"-  Engines  and  Lainprt,  of  Refined  Whale  Oil  now  ao  generaBy 
naed  R>r  car  wheels.— yVorkh.  A'etc  Bedford  Mat-Sun,  Al- 
bany, N.  y.  ^ 

Orders  (.Jirected  to  either  place)  respectfully  solicited  from 
Supenntendenls.—j^U  Oil  warranted  pure  and  penect<y  i 
tor>'. 


Pneumatic  Pile  Driving^. . 

FOUNDATIONS  FOR  BRIDGES,  PIliRS  &C. 

BY  TUE  PNjEUMATIC  process  hoUow  cylindrical  piles  or 
tubes  from  eigtit  inches  to  ten  feet  diameter  can  be  diivefi 
through  sand,  muu,  clay  orotlier  material  to  any  reijuu-ed  depth. 
The  complete  succesjj  which  has  attended  Uie  opemtious  of  this 
process  bbows  it  to  be  eminently  practicable  in,  and  much  the 
Oest  method  known  for,  the  construction  of  railroad  bridgen 
acro^  deep  and  rapid  rivers  where  permanent  fuundationav ot 
great  streagth  are  necessary,  and  have  to  be  8ecur6d  at  gt«at 
deptli. 

Applications  for  license  for  the  use  of  the  invention  in  any 
part  of  tbe  United  Sutes  may  t>e  made  to  IL  T.  POOR,  lag., 
Editor  of -the  American  Raib-oad  JomrmU,  9  Spruce  street ;  or 
for  contracts  for  pile  driving,  orliet— M  asabove  to 

CHARLES  PONTEZ, 

March  25th,  1S54.  New  York. 

:       To  Contractors.  •  1= 

PACIFIC  RAILROAD  OF  MISSOURI. 

THIRD   AND   FOURTH    DIVISIONS. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  thiii  road,  (extending  from  the  Mis« 
souri  river  at  Jefferson  City,  passing  near  George- 
town and  Warrensburgb,  to  the  Missouri  river  near 
Independence,  about  160  miles.)  so  soon  alter  the 
first  of  May  next,  as  satisfactory  proposals  shall  be° 
made. 

Contract  will  be  made  for  the  whole  now  offer- 
ered,  or  such  parts  as  particular  contractors  may 
select  in  form  and  quantity  to  suit  tbe  interests  of 
the  company.  Proposals  are  asked  for  by  tb«  cu- 
bic yard,  with  cash  payments  j  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  and  one  third  ia 
county  and  railroad  mortgage  bonds  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  Pacific  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  on  application  to  tbe  Engineer. 

The  first  division  of  this  road  is  now  in  opera- 
tion ;  the  second  division  to  Jefferson  City  undur 
present  course  of  constructiun. 

The  third  and  fourth  divisions  cow  iiSer«U  paSB 
over  a  high,  ro' ling  mixed  prairie   and   timbered 
country,  and  lor  healthfuluess  and   supply  of  pio- 
visions  will  compare   favorablv  with   any  part  o 
the  west.  THOS.  ALLEN,  Pres. 

Thos.  S.  O'Sclliva.v,  Chief  Eng. 

Pacific  B.K.  Office,  St.  how,  F«)».  1864.         I 
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AMERICAN    RAILROAD    JOURNAL. 


Railroad  iron. 

1  O  PvH  Tom  Erie  Pattern  Guest  and  Go's  make,  weighing 
i^t/vJ  67X  iba.  per  yard,  to  be  shipped  ftom  Walee  in  Ji»- 

T  aad  Aiuust.  for  this  port— for  sale  by 

'         *"««"'  BOORJIAN.  JOHNSTON  *  CO., 

June  9, 1853.  "0  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
eet  per  rail.    Apply  to 

THOS,  CHAMBERS,  President, 
September.  1860. 


Railroad  Iron. 

THE  Undersiened,  Agents  for  the  Manufacturers, 
are  preparea  to  contract  to  deliver  free  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 
such  wwieht  or  pattern  as  may  be  required. 

VOSE,  PERKINS  &  CO., 
9  South  WilUam  St. 
New  York,  June  1.  1851.  

Knox  &  Sbain, 

MAirUrACTURKBB   OF 

LEVELS.  TRANSITS  AND  SURVEYING 

COMPASSES. 

No  72  Dock  Bt.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 
First  Premium  awarded  by  the  Franklin  Institute. 


Stuart,  Serrell  Sl  Co., 

CIVIL   ENGINEERS, 

Rooms  22,  24,  26  &  27, 

157  Broadway,  New  York. 
Charlss  b.  8tua«t,  Edward  W.Skbbbll, 

Damibl  Marsh, 


Samdbl  MoElrot. 


Important  to  Railway  Co^s. 

A  GREAT  improvement  has  recently  been  perfected  in  the 
manufacture  of  Dumping  Gravel  Cars  by  which  the  cost  Is 
materially  lessened  and  the  strength  and  durability  much  in- 
creased. 

We  have  secured  the  right  to  manufacture  these  improved 
Cars  and  can  supply  them  at  prices  ten  per  cent,  lower  than  the 
ordinary  kind. 

Orders  directed  to  the  Hamilton  Car  Co.,  Hamilton,  Ohio, 
wUl  receive  prompt  attentioa 

South -Western   Car  Sbops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
At  short  notice,  for  all  kirds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
reqoiring  work  delivered  in  the  South  and  West, 

W.  CLOUGH. 
Refer  to 
Jno.  Brouoh,  Esq.         Winslow,  Lanier  &  Co. 
feb.18.  Im. 


To  Railroad  Cng^ineers   and 
Contractors. 

WANTED,  a  corps  of  cfiScient  Engineers  and 
Contractors,  for  the  construction  of  a  Rail- 
road in  one  of  the  Southern  States.    Apply  to 

DUFF  GREEN. 
New  York,  Feb.  14th,  1844. 


Ontario,  Simeoe  &  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simeoe  is  expected  to 
be  completed  to  the  Georgian  Bay,  Lake  Huroa  a 
distance  of  96  milei  in  June  next  wbere  it  will  form  the  shortest 
and  most  agreeable  route  to  ttxj  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regioiw  of  Lake  Superior. 

At  present  the  Passeogcr  Trains  leave  Toronto  for  Barrie  (64 
miles)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day — 
On  the  opening  of  the  narigatioo  a  Steamer  will  ply  on  Lake 
Simeoe  in  coouexioo  with  the  Trains  and  will  convey  passengers 
through  that  Lake  and  Lake  Concbiching  to  OnUa  whence  a 
abort  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  iSleamer  (Kaloolab)  which  runs  to  the  Sault 
St.  Murie  and  intermediate  ports  forming  the  most  ezpediUous 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huroo 
a  ad  Superior. 

Arrangementa  will  be  made  on  the  completion  of  the  road  to 
tk«  QwOTpMa  Bay  t>t  a  line  of  first  class  Steamers  to  extend  tkeir 
trips  to  tbe  pons  oa  Lake  Michigan. 

AL7BBD  BEUNXL, 


To  Lioeomotive  Engine  Buil- 
ders and  £n§rineer8. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  800  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  6lc.,  &c.,  to  employ  100  mechanics,  and 
could  be  pat  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelonsas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  tbe  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements.  ,  .'.^.v 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
York. 

Railroad  Spikes,  Boiler  RIt- 
ets,  etc. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr.,  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrought  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPORTRRS  uf  English  refined  and  Mer- 
cHant  bar  Iron ;  Extra  refined  Car  and  Locomotive 
Axles  (from  31  to  6|  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise.— 
Spring,  Shear,  and  Cast  Steel,  etc.,  etc.,  etc. 

T.  A  E.  GEORGE. 
Philadelphia,  November  14. 1860. 

Railroad  Iron. 

THE  UNDERSIGNED,  HAVING  made  arrange- 
meats  abroad,  are  prepared  to  contract  for  theae- 
livery  of  Foreign  rails,  of  approved  brands  upon  the 
moet  favsrabte  terms. 

They  will  also  make  contracts  for  American  rails, 
made  at  their  I'renion  works,  from  Andover  Iron,  in 
whole  or  in  part,  as  may  be  agreed  upon. 

They  are  prepared  to  turnira  Telegraph,  Spring  and 
Market  Wire  ;  Braziers  and  Wire  Rods ;  Rivets  and 
Merchant  Bars  to  order,  ail  made  exclusively  from  An- 
dover Iron.  The  attentioa  of  parties  who  require  iron 
of  the  very  hett  quality  for  special  purposes,  is  respect- 
fully invItwL  QOOPBR  &  HEWITT^ 
17  Barliiv  8Up,  New  York. 

February  II,  IBM. 


SHANAHAN  &  LOEBER, 

181  AVilliamst, 


(let  floor-Up  stairs,) 
lVEW-¥ORK. 

MANUFACTOEKRrOF  ^ 

THEODOLITES,  TRANSITS,  LEVELS. 
Surveyors'  Compasses,  Drawing  Instrnmenti, 

Chains,  Scales,  Levelling  Rods,  «fec.      lylO 


Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD. 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  16th  day  of 
April  next,  for  tbe  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  65  miles,  from  Memphis 
to  Cherryville. 

Contractors  must  give  the  most  undoubted  se- 
curity for  the  completion  of  the  work  at  tbe  time, 
and  in  the  manner  specified ;  and  contracts  will 
be  let  in  sections,  or  for  the  entire  Avork,  as  may 
be  deemed  best  by  the  Directors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  shoold  none  p.ove  satisfactory ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

E.  PEABODY, 
X'.""-  Engineer  in  charge. 

Notice  To  Contractors. 

Office   or  the   Vicksburg,   Shbevepobt  akd) 

TEXAS  Rail  Road  Ccmpant  > 

Monroe,  La.,  March  Sth,  1864.  j 

SEALDE  PROPOSALS  wil  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  the  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  tweniy  miles ;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  tbe 
Texas  State  line,  in  tbe  parish  of  Caiddo — a  dis- 
tance of  about  twenty  miles ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  running  west,  in 
Ihe  parish  of  Ouachita. 

Bids  may  be  maid  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favoraoly  considered.  The 
lines,  plana,  profiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fifths  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may.  be  agreed  on,  during  tbe  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accpt  such 
proposals  as  in  their  judgment  will  secure  tbe 
prompt  and  faithful  eqecution  cf  the  work  accor- 
ding to  contract,  or  to  reject  all  if  none  are  aatia- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned. 

N.  D.  COLEMAN, 

President. 
P.  J.  TOURNADRE, 

7tl4      •• :;; ":: '[:■: ;     ' : . ; .:  ChUf  Engineer. 

Railroad  Iron. 

5  AAA  TONS  T  RAILS,  about  one-hAlf  weigbing   69  lb*. 
) WV  per  yard  and  tbe  T«maiiul«r  66  Iba.  per  yard  now  la 
bond  and  Ibr  sale  by 

JOHN  H.  HI0K8, 
id  FWy.  00  BMver  street 

H.  SAWYER 

(of  tbe  late  Ann  of  8AWTSR  *  HOBBT), 
Manu&cturer  of  Trmosita  and  Leraia, 
▲a  rMBovad  to  VoioQ  Place  owr  Warbart«B  ▲▼.,  Tcokan, 

n.  y. 
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without  having  his  motives  and  his  moral  charac- 
ter, directly  impugned. 

Will  the  company  please  let  us  know  whether 
there  is  any  way  of  getting  around  the  dilemma  in 
which  we  are  placed,  otherwise  than  by  our  pre- 


serving entire  silence  1 


American  Railroad  Journal. 


FVXLISHID  IT  3.  H.  SCHULTZ  A,  CO.,  No.  9  Spkucb  bt- 


BatmrtUy,  AprU  15*  1854. 


""Oliio  «nd  MlasisslppI   Railroad. 

We  wish  this  company  would  attune  its  organs 
to  better  harmony.  We  very  modestly  echoed  a 
few  notes  of  its  hired  musician  in  this  city,  where- 
upon the  domestic  organ,  edited  by  a  person  who 
has  been,  and  probably  is  still  in  the  employ  of 
the  company,  falls  upon  us  and  gives  us  a  sound 
beating,  charging  us  with  malingning  the  com- 
pany, stating  falsehood,  etc.  etc.  This  strikes  us 
U  rather  hard  treatment  for  the  offence  of  merely 
repeating  what  the  agents  of  the  company  furnish 
to  other  public  prints.  It  strikes  us  too,  that 
hath,  organs,  if  they  play  at  the  same  time,  should 
blow  the  same  stop.  The  public  who  arc  only  in- 
terested to  know  the  actual  condition  of  the  com- 
panies affairs,  have  a  right  to  demand  so  much. 

It  is  natural  the  company  should  desire  that  the 
statements  made  by  the  domestic  organ,  should 
correspond  with  facts  that  are  a  matter  of  com- 
mon notoriety  at  home.  But  these  facts  are  hard- 
ly brilliant  enough  to  raise  the  wind  in  a  foreign 
market.  Consequently  a  new  set  are  fabricated  to 
meet  the  new  exigency.  Of  this  we  do  not  so  much 
complain ;  bat  we  repeat,  we  do  think  it  is  hard 
that  an  outsider  caoQot  quote  either  statement 


Tlie  Economy  of  Rallroads«  an  Affected  by 
tlte  Adaptation  of  LiOComotlTe  Poinrer— 
Addressed  to  the  Railroad  Interests  of 
New  Kngland. 

BY    ZLRAH    COLBURN, 

Mechanical   Engineer. 
J  V  ..       (Continued  from  Page  198.) 

RELATION  BETWEEN  COST  AND  CHARGE  OP  TRANS- 
PORTATION. 

The  cost  of  transportation  can  only  be  fully 
ascertained  until  after  the  construction  account  of 
the  road  in  use  has  been  closed. 

The  cost  of  carrying  may  be  divided  into  three 
distinct  elements,  leaving  out,  as  will  be  done  in 
this  section,  all  consideration  of  the  interest  on 
the  investment. 

The  first  division  of  the  expenses  includes  those 
which  are  independent  of  the  business  done,  being 
controlled  by  the  extent,  condition  imd  value  o 


ll 


Labor  in  loading  and  unloading, 

Porters,  Watchmen  and  Switchmen, 

Maintenance  of  Ferries  and  of  Telegraph 

All  work  perfonued  by  switching  engines,  and 
cars  about  depots,  etc.  i 

All  repairs  of  buildings,  and  preservation  of 
property  contained  or  used  therein,  not  incladed  in 
rirst  division. 

The  principal  iwrtion  of  repairs  of  all  descripi 
tions  ol"  cars. 

A  large  part  of  all  other  expenses  which  ara 
iufiutnced  by  the  physical  features  of  the  road,    r 

The  third  division  includes  all  expenses  which 
are  due  to  the  increased  amount  and  service  of 
machinery,  and  increased  wear  of  tracks,  conse- 
quent upon  grades  and  curves.  It  includes  al  1 
extra  attendance  consequent  upon  dividing  trains 
to  ascend  inclines. 

To  divide  these  expenses,  practically,  in  the  op> 
eration  of  a  railroad,  and  to  assign  exact  propor- 
tions to  each,  would  be  difficult,  if  not  impossible. 
Yet  reflection  can  readily  discover  that  such  m 
distinction  exists.  -i  .    -  X 

The  Erie  Railroad  Company,  paid,  in  the  year 
ending  Sept.  30th,  1853,  S735,229  77  for  expenses, 
wholly  independent  of  the    features  of  its   lint. 


the  permanent  establishment.  *. 

The  second  division  includes  expenses  wh'chjThis  sum  reaced  te  nearly  one-third  of  the  whole 
are  independent  of  the  physical  characteristics  of; expenditure,  of  $2,407,373  13.  Beyond  this  sum 
the  route.  I  of  nearly  three- fourths  of  a  million  dollars,  a  large 

The  third  divisions  includes  expenses   which /"■o/wrfu>»  of  the  other  expenses  were  uninfluenced 
are  partly  or  wholly  contingent  upon  the  grades  by  either  gr.odes  or  corves, 
and  curves  of  the  road.  These  remarks  are  made  to  illustrate  the   resi 

It  is  with  respect,  principally,  to  the  latter  class  influence  of  the  physical  elements  of  railroad 
of  expenditures  that  I  shall  suggest  the  adapU-  'routes,  inasmuch  as  the  term,  "  cost  of  transporti^ 
tion  of  motive  power.  Ition,"  is  often  used  in  an   indefinite  manner,  and. 

As  there  is  generally  a  misapprehension  of  the  beyond  a  certain  limit,  is  assumed  to  be  in])ropor- 
real  elements  of  the  cost  of  transportation,  and  tion  to  the  total  rise  and   fall  of  the  route  over 


of  the  effects  of  grades  and  curves,  I  shall  enter 
into  a  consideration  of  these  subjects. 

In  the  first  division  are  included :     ^  -i- 

Taxes,  insurance,  repairs  due  to  the  natural  de- 
cay of  the  track,  roadway,  bridges,  etc.,  includ- 
ing wash  by  storms,  effects  of  frosts  and  thaws, 
etc. 

Repairs  of  fences,  and  a  large  portion  of  the  re- 
pairs of  buildings. 

In  the  second  division  are  included : 

Oiflce  and  Station  expenses, 

Ageuts  and  Clerks, 


which  such  transportation  is  effected.  ■  j 

On  the  other  hand,  grades  are  sometimes  disre>  * 
garded  in  their  effects   upon  wear  of  tracks  and 
machinery,  and  upon  extra  running  expenses.     It 
is  from  these  facts  that  the  subject  requires  such 
elucidation  as  ordinary  experience  can  aflRjrd. 

The  gradients  of  some  of  the  principal  railroad 
routes  may  be  here  stated,  to  facilitate  referenot 
and  comparisons. 

The  New  York  and  Erie  Railroad  has  the  fol> 
lowing  maximum  padieots,  as  stated  in  the  rw  i 
cent  rejKMt  of  that  compaoy:  ,  [ 
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KAaTCK.V   DIVISION. 

Piermont  to  Blanvelt- 

ville 3.46 

BlaoTeltville    to    Suf- 

ferna 13.41 

Sufferns  to  Cheater ....  23.22 
Chester  to  Otisville. .  .20.36 
Otisville  to  Delaware. .  12.69 

DELAWARE   DIVISION. 

Delaware  to  Deposit.. 88.47 

Depoiit  to  Oulf  Sum- 
mit..'.   7.28 

Galf  Summit  to  Sus- 
quehanna     8.24 

SCSdUEHAN'NA  DIVISION. 

Sosquehanna  to  Corn- 
ing  98.60 

Coming  to  Hornells- 
ville 40.79 

WESTERN    DIVISION. 

Homellsville  to  Al- 
mond Summit 12^ 

Almond  to  Andover. . .    4^ 

Andover  to  Phillips- 
Tille 16>^ 

Pbillipaville  to  Belvi- 
dere 3i 

Belvidere  to  Cuba  Sum- 
mit  

Cuba  toOlean 17 

Olean  to  Great  Valley.  16 

Great  Valley  to  Dayton 
Summit 25,^ 

Dayton  Summit  to  Dun- 
kirk  23  446  86        40 

The  total  rise  and  fall  in  446  miles  is  8.066  feet, 

•s  follows : 

Ascent  West,  Descent  West, 
in  feet.  in  feet. 

Eastern 1,626  1,189 

Delaware 930  469 

Susquehanna 486  244 

Weatem 1,282  1,840 

.   Total 4,323  3,732 

Sum  of  both.  Average  per 

•  -  :•/'•.      ':                         in  feet.  Mile,  in  feet. 

Eastern 2,814  U 

Delaware 1,889  .  .1| 

SnaqnehaDoa 730  '  $' 

Weatem 3,123  H 

Total 8,056  18 

The  elevations  of  the  track  arc  a^  follows : 

Distance  from 

New  York 

vi.a  U.  R.  R. 

in  miles. 


41.14 
01.60 
74.U 

102.66 
168.94 
178.18 

276.78 
317,67 

330»i 
336 

351K 
366 

363^ 
380% 
396  J^ 

422 


49 
S5 
26 


39 
16 


30        40 


Names  of  places, 


Elevation 

above  tide, 

in  feet. 


Sufifemt.... 281.86 

Chester 465.66 

Otisville  Summit 896.78 

Delaware  Station 436.42 

Deposit 997.17 

Sulf  Summit 1,366.38 

Susquehanna 906.88 

Owego (813.66 

Elmira 864.32 

Corning 921.03 

HornelUville 1,188.87 

Almond  Summit 1 ,760.17 

Andover 1,676.26 

Belvidere 1,369.38 

Cuba  Summit 1,677.42 

Clean 1,418.52 

Great  Valley 1,890.58 

Summit 1,595.58 

Dunkirk 680.00 


!'V 


32 
66 
.761 
88 
1761 
184 
192 
2361 
273 
2901 
8811 
344  i 
349 
866  i 
3771 
394  J 
410} 
436 
459 


The  curvature  is  as  follows  : 

V- r  r\-  ■  ■         Whole  No.  of  Average  Mile 

Name  of  Division.  tw— »«=  .^^r^k.>.. 

Degrees.  per  Deg. 

Eastern 4,490  60 

Delaware 9,244  88 

Susquehanna 4,817  85 

Western 4,201  32 


Total . 


: 22,252 

Curved, 
in  feet. 

Ea.stern 138,870 

Delaware 296,840 

Sus(xuchanna 221,096 

Weetem 193,750 


50 
Straight, 
in  feet. 
260,530 
248,622 
612,620 
487,061 


Total r. 860,656       1,498,723 

PfiNNSTLVANiA    CENTRAL    RAILROAD. 

The  Pennsylvania  Railroad  proper,  extending 
from  Harrisburg  to  Pittsburg,  has  the  following 
grades : 
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miles. 

Harrisburg  to  oppo- 
site Lewistown . . .  60| 

Opposite  Lewistown 
to  Newton  or  Ham- 
ilton 831 

Newton  to  Peters- 
burg  104  363        lOt        21 

Petersburg  to  Altoo- 

HA  ••••  ••••  «•••  ••  LoL 

Altoonato  Sugar  Run 
Summit 144  1800        —  92 

Summit  to  IQlst 
mile 161  1617        58  — 

161sltol69ithmile,169|  1160        58  — 

159|th  mile  to  Johns- 
town....,  178i  798        63         — 

Johnstown  to  195| 
miles 1951  634        26i        — 

196>^  to  206  miles, 
Sindorf's  Summit,206  848        —        26jk 

Sindurf's  to  crossing 
of  Loyalhanna..  .211 

Crossing  of  Loyal- 
hanna to  Rodger's 
Summit 216  853 

Rodger's  to  crossing 
ofSewickly 220*  668 

Sewickly  to  Bar- 
clay's Tunnel ....  223  — 

Barclay's  to  Turtle 
Creek 24U  371 

Turtle  to  Milligan's 
Summit 246  fH 

Milligan's  to  Liber- 
ty  248>^  646 

Liberty  to  Pittsburg,252  879 

The  canal  basin  at  Harrisburg  is  812  feet  above 
tide,  and  Pittsburg  is  699  feet  above  tide ;  giving 
a  height  of  summit  equal  2,120  feet  at  Sugar  Run 
Gap. 

Between  Harrisburg  and  Philadelphia,  106 
miles,  there  are  maximum  grades  of  46  feet: 
Mine  Ridge,  between  Lancaster  and  Downington, 
is  599  feet  above  the  Delaware;  Smith's  Summit 
is  670  feet,  and  Valley  Hill  503  feet,  also,  above 
the  Delaware. 

BALTIMORE   AND   OHIO   BOAD. 

I  have  not  been  able  to  procure  an  accurate 
profile  of  that  part  of  the  Baltimore  and  Ohio 
Rtsilroad  east  of  Cumberland,  but  have  the  fol- 
lowing memoranda  from  the  report  of  G.W.  Whial- 
ter,  Jr.,  on  burning  anthracite  coal. 


632       63         — 


—  53 
68  - 

—  63 
68  — 

—  471 


63  — 


BaUimore  to  Harper' i  Ferry,  80  miles. 
8  miles  rifte  from  30  to  40  feet  per  mile. 


7 

2 

2 

46 

16 


fall      "     30  to  40    " 

rise  at  82  feet  per  mile. 

fall  at  82    "  " 

rise  and  ftiU  from  0  to  30  fe«t  per  vi^, 

level.      ■  =-,■•■.■•:-" 


80  miles  total  length,  wikh  a  total  ribe  of  852  feet, 
and  fall  of  647  feet. 

16  miles  are  curved  with  a  less  radius  than  1000 
feet.     Total  curvature,  SI  circlea  of  360®. 

Harper's  Perry  to  Cumberland,  98  miles. 
14  miles  rise  from  30  to  40  feet  per  mile. 
10      "     fall      "     80to40    "  " 

83      "     rise  and  fall  0  to  30  "      .•'^•'  '': 

41     "    level. -r  •.,:,!       V 

98  miles  total  length,  with  a  total  rise  of  998  feet, 
and  fall  of  634  feet. 

1.6  miles  are  curved  with  a  less  radius  than 
1000  feet.    Total  curvature,  29  circles  of  360°, 
Cnmberland  to  Wheeling,  200  miles. 

Cumberland  is  639  feet  above  mean  tide  at  Bal- 
timore. 
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tamont 44 
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Altamontto48} 

miles 48 

2414 

68 

^^ 

48  miles  to  You- 
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ghiogheny 
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River 54 

2376 
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-.«..- 

Toaghiogheny 

to  Cranberry 

'.tii^ll^ 

Summit 63>^ 

2550 

40 

63 

Cranberry  to 

. 

Cheat  River.  75>4 

1897 

116 

Cheat  River  to 

C  a  s  s  i  d  y's 

". 

Summit.   ...  80 

1866 

_.  .    • 

106 

Cassidy'stoEast 

end  of  Kinj- 

wood  Tunnel,  82>^ 

1820 

63 

King  wood   to 

Raccoon 88>i 

1227 

106 

__„ 

Raccoon  to  91} 

miles 91), 

1107 

40 

91K    to   148% 

miles 1485^ 

1042 

26)4 

26  V^ 

148^  miles   to 

Glover's  Gap.  161  -^ 

1160-i 

'TVf**" 

80 

Glovers  Gap  to 

169  miles ....  159 

926 

63 

169  miles  to 

^:-.i-^: 

Board      Tree 

Tunnel 162 

1102 

.^ 

80 

Board    Tree   to 

166^^  miles..  166% 

886 

80 

--r 

165%  miles  to 

Welling's  Tun- 

nel  170% 

1167 

— _ 

80 

Welling's  to  176i 

miles 175>^ 

978 

80 

176>^    miles  to 

Ohio  River..  189>^ 

631 

40 

To  Wheeling.  ..200 

629 

— 

Low  water  at  Wheeling,  692  feet  above  mean 
tide  at  Baltimore ;  high  water  687  feet  above. 
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The  grades  ol"  tho  I'ciJiisylvania  Central,  and  of  ascend  from  the  East,  and  one  of  50  feet  in  goin^ 
the  Baltimore  and  Ohio  road  west  of  Cumberland,' from  the  lake. 


are  taken  from  profiles  published  by  tho  Engi- 
neers of  the  respective  companies. 
'■  The  Rcadwg  Railroad  has  no  ascending  grades 
going  from  the  coal  region  to  the  Delaware  River, 
ezcept  a  single  iO  feet  grade  for  a  short  distance 
near  Philadelphia.  The  maximum  grades  going 
from  tide  water,  are  19  feet  per  mile.  Mount 
Carbon  is  GOT  ft.  above  high  tide  in  the  Delaware 
River. 

""     ■      \        ■         WESTERN  RAILROAD. 

The  Boston  and  Worcester  and  Western  Rail- 
roads, cf  Massachnsetts,  have  the  following  grades 
and  elevations : 


Stations. 


"  S 

.2  *- 
02 


>  c4  a 


09 


miles.      feet. 


17 


50K 
477 

907 


^^H, 


Boston  to  17th 
mile 

17th  m  i  1  e  to 
Wo  r  c  e  a  t  o  r 
Summit 43 

Summit  to  Wor- 
cester Station  44 

Worce  s  t  e  r  to 
Charlton 
Summit ^'^}\ 

Charlton  to  64th 
mile -.    64  " 

64th  to  74th 
mile, 74 

74th  to  95^. . . 

95^  to  Spring- 
field,    98j^ 

Springfi  e  1  d  t  o 

125>4  miles..  126>;4       • 

125>^    miles    to  -j^.  - 
Washington 
Summit 138>^  1456,1^ 

SummittoPitts- 
fleld 160K      — 

Pitt sfi  eld  to 
State  line....l61i?4 

State  Line  to 
Canaan  Sum- 
mit  16i>j^ 

Canaan  to 
Ore  e  n  b  u  s  h 
oppcffiite    Al- 

.    bany 200 


a 

s 

a 

o 

feet 


30 

8d 


C         00 

feet 


30 


Between  White  River  Junction  and  Burlington, 
a  distanca  of  102,  84-100  miles,  the  grades  are  as 
follows : 

Level 40.  54  miles. 

5  to  20  feet  rise,  19.  81     " 
20  "  30       "        16.  93    " 
30  "  40       •■        12. 01 
40  "  50        "         14.  56 


(I 


80 


m 


60  — 


26 
48 


6 
33 


■1 


916 


CO  — 

36 

! 

'—  83 

15 
46 


74 

i 

14 


954  K  U 


26)/ 


8 


40 


20 


35 


The  shortest  curves  upon  the  Western  road, 
respectively,  of  955  and  882  feet  radius,  are  in  a 
grade  descending  to  the  Eastward  at  the  rate  of 
26  feet  per  mile. 

The  AVestern  Railroad  has  an  unusual  amount 
of  rise  and  fall,  in  proportion  to  its  length.  The 
whole  rise  and  fall,  between  AVojcester  and 
:  Greenbush  is  3,767  feet.  Of  the  the  entire  length 
of  the  road,  22,924  miles,  or  15  per  cent,  are  on 
f  rades  of  between  50  and  83  feet  rise  per  mile  ; 
while  88,365  miles,  or  57  per  cent,  are  inclined 
above  30  feet  per  mile.  There  is  a  continuous 
grade  of  74  feet  per  mile,  for  o^.-^  miles ;  one  of  79 
feet  for  4)^  miles ;  and  one  of  83  feet  for  1  i  miles. 

VERMONT  CENTRAL  RAILROAD. 

The  summit  of  this  road,  approached  on  either 
side  by  60  feet  grades,  is  46%  icilcs  from  the 
Connecticut  River  at  White  River  junction,  561;^ 
from  Lake  Champlamj  678  feet  above  the  surface 
of  the  Connecticut  River,  and  913  feet  above  the 
lake.  Another  summit  7}^  miles  from,  and  252 
feet  above  the  lake,  requires  a  40  feet  grade  to 


Total 102.84    " 

The  Vermont  Central  Road  extends  about  16 
miles  below  White  River  Junction,  making  the 
whole  road  118  miles  long. 

RCTLAND   AND    BIRLINGTON    RAILROAD. 

The  summit  of  this  road,  between  the  Connecti 
cut  River  and  Lake  Charaplain,  is  at  Mount  Holly 
86  miles  from  Burlington  and  36  miles  from  Bellow's 
Falls.  On  the  Eastern  side,  the  grades  are  nomi- 
nally 60  feet  per  mile,  although  the  late  president 
of  the  road,  Wm.  Raymond  Lee,  Esq.,  has  inform- 
ed me  that  he  has  detected,  by  instrumental  obser- 
vation, grades  of  77  feet  rise,  near  Mount  Holly 
summit.  Grades  of  from  30  to  60  feet  occur  on 
other  parts  of  the  road. 

Assuming  the  track  at  Burlington  to  be  25  feet 
above  the  standard  or  base  line  of  the  road,  the 
principal  elevations  are  as  follows  : 

Distatce  from        Elevation. 
Burlington,  miles.  feet. 

Burlington 0  25 

Vergennes 22  100 

I     New  Haven 27   220 

Middlebury 36   260 

Rutland 67   430 

Cuttingsville 77  900 

Mount  Holly  Summit 86  IMO 

Ludlow 92   900 

Chester 106   460 

Bellows  Falls 120  180 

Total  ri.se,  from  Burlington  track  to  Summit, 

1,316  feet;  fall  from  summit  to  Bellow's  Falls, 

1,160  feet. 

EFFECTS    OF    "  GRADES." 

Inclines,  or  "Grades,"  as  they  are  usually 
called,  involve  the  resistance  of  gravity.  The  lo- 
comotive, which,  upon  a  level  has  only  to  over- 
come the  friction  of  the  train,  has  to  overcome  its 
weight;  or  to  lift  it,  to  an  extent,  on  a  grade.  The 
gravity  of  the  load  is  in  the  same  proportion  to 
the  whole  weight  as  the  height  of  the  grade  is  to 
its  length. 

The  consideration  of  grades  requires  that  their 
relative  resistance  be  determined,  for  although  the 
absolute  resistance  of  any  incline,  is  always  the 
same,  it  may  be  relatively  greater  or  less  in  pro- 
portion to  the  total  resistances  of  friction,  gravity, 
concussion  and  atmosphere  encountered  in  pass- 
ing it.  If  the  power  of  one  pound  could  move 
one  thousand  pounds  on  a  level  road,  a  grade  of 
about  !i}>^  feet  rise  in  a  mile,  would  double  the  re- 
sistance. But  if  one  pound  could  pull  but  ten 
pounds  on  a  level  it  would  require  a  grade  of  528 
feet  rise  per  mile  to  double  the  resistance. 

Hence,  to  consider  the  effect  of  grades,  the  na- 
ture and  amount  of  other  resistances  must  be  con- 
sidered also. 

rirst,  is  the  friction  of  the  wheels  and  axles  of 
the  carriages,  constant  at  all  velocities,  but  de- 
pending upon  tho  condition  as  well  as  the  weight 
of  carriages.  This  friction  has  been  found  to  be 
as  low  as  six  pounds  per  ton  in  some  cases,  while 
it  might,  in  another  case,  be  as  mach  as  20  pounds 


per  ton,  if  the  trucks  were  not  well  fitted.  An 
average  allowance  of  about  8  lbs.  for  each  ton  of 
2,240  lbs.  is  usually  made,  for  this  resistance,  by 
engineers. 

Second,  is  the  concussion  of  the  flanges  of  the 
wheels  against  the  sides  and  at  the  ends  of  tho  - 
rails.  This  resistance  depends  upon  the  straight- 
ness,  eveness,  and  continuity  of  the  tracks.  It  is 
increased  by  "  bad  joints,"  by  curves,  and  by  in- 
equalities in  the  grade  of  the  line.  It  is  believed, 
also,  to  be  exactly  in  proportion  to  the  speed. 
On  a  good  road  it  has  been  estimated  to  be  Sy^ 
lbs.  per  ton  of  2,240  lbs.,  at  a  speed  of  10  miles  per 
hour. 

Third,  Uie  tfmosphere  offers  a  resistance  which . 
is  believed  to  be  nearly  in  proportion  to  the 
"  frontage,"  or  opposing  surface,  and  to  increase 
as  the  square  of  the  velocity.  With  the  usual 
frontage  of  80  square  feet,  it  is  believed  to  be  one- 
fifth  of  a  pound  for  an  entire  train,  at  one  mile  per 
hour. 

These  allowances  can  be  considered  only  as  ap- 
proximations for  general  purposes,  on  account  of 
the  uncertainty  of  the  conditions  upon  which  they 
are  established.  But  they  extend  far  enough  to 
show  approximately  the  resistance  of  a  train  of 
100  tons,  at  12  miles  per  hour,  to  be  12>^  lbs.  per 
ton  ;  and  of  another  train,  of  60  tons,  at  36  miles 
an  hour,  to  be  24)^  lbs.  per  ton,  cr  exactly  double 
— what  it  is  in  the  first  case  supposed.  With  the 
slow  train  the  resistances  are  such  that  a  grade  of 
28.  8  feet  rise  per  mile  would  involve  twice  the  re- 
sistance, requiring  twice  the  power  to  maintain 
the  given  speed.  With  the  fast  train,  however^ 
the  resistance  would  be  doubled  only  upon  a  grade 
67.  6  feet  rise  per  mile.       ■)  "  .  .  ■- 

If  10  pounds  be  assumed  as  the  average  resis- 
tance of  a  ton  of  2,000  pounds,  at  a  speed  of  10 
miles  per  hour  on  a  level,  then  each  ton  (2,000 
lbs.)  of  adhesive  weight  upon  the  driving  wheels 
of  the  locomotive  would  pull  as  follows,  on  differ- 
ent grades ;  the  adhesion  of  the  drivers  being  es- 
timated at  one-fifth  of  the  weight.  The  gravity  of 
the  adhesive  weight,  and  of  an  equal  amount  for 
the  other  weight  of  the  engine  and  of  the  tender 
is  deducted,  so  that  the  numbers  represent  the 
weight  of  cars  and  load  drawn.  ■    -;   ....    -M;;'.^; 

Level 39   tOM. 

26.4feetrise 18>^     " 

62.8       "     116-10" 

79.2        "     8}^     " 

106.6       "     62-10" 

The  gravity  of  a  ton  upon  any  grade  is  ascer- 
tained by  multiplying,  for  a  ton  of  2,000  lbs.,  the 
rise  in  feet  per  mile  by  ,  3787.  For  a  ton  of  2,240 
lbs.,  multiply  the  rise  in  feet  by  .4242. 

Thus,  an  engine  having  twenty  tons  oii  its  dri- 
ving wheels  should,  if  properly  proportioned  and 
in  good  order,  draw —         ;  |    : 

On  a  level 780  tons. 

26.4  feet  rise 870  " 

62.8       "        232  " 

79.2       "        166  " 

106.6       "        124  " 

I  have  taken  grades  of  26.4  feet  rise,  and  their 
resultant  products,  for  illustrations,  becau.se  the 
first  grade  involves  double  the  resistance  of  a 
level ;  the  next,  three  times  the  resistance,  and  so 
on,  although  an  engine  would  not  draw  so  much 
as  one  half  on  a  26.4  feet  rise  as  it  would  on  a 
level,  from  the  fact  that  its  own  gravity  has  to  be 
deducted  on  the  incline. 
We  have,  thus,  proceeded  far  eiyugh  to  find 


••■'^'T^T" 


:^r 


AMERICAN    RAILROAD    JOURNAJL. 


399 


tbat,  with  freight  trains  running  over  a  good  road, 
at  low  velocities,  the  relative  resistance  of  grades 
is  very  great.  A  low  velocity  has  been  made  a 
condition,  and  it  has  also  been  assumed  that  the 
engines  are  loaded  up  to  their  ordinary  capacity, 
both  of  which  conditions  are  necessary  for  eco- 
nomical transportation. 

It  is  especially  with  reference  to  the  "  capacity 
of  motive  power"  that  I  shall  hereafter  consider 
the  economical  working  of  grades. 

Curves  impose  a  resistance  to  locomotion,  but 
one  that  is  not  susceptible  of  exact  estimati6n,  as 
in  the  case  of  grades.  Their  resistance  depends 
not  only  upon  their  radii,  but  upon  the  length  of 
train,  character  of  material  of  wheels,  lateral  play 
of  journals,  lateral  play  of  wheel  flanges,  length 
of  cars  and  of  trucks,  and  especially  upon  the 
speed  of  trains  passing  through.  In  the  latter  res- 
•  pect,  the  r  jlative  position  of  curves  to  grades  is 
important  to  be  known,  as  the  occurrence  of  a 
bad  curve — especially  a  reversed  curve — in  a 
steep  grade  might  require  an  extravagant  expend- 
iture of  power  in  one  direction,  and  be  dangerous 
in  the  other.  A  sharp  curve  at  the  foot  of  a  steep 
grade  is  especially  dangerous  to  descending 
trains. 

In  Gillespie's  work  on  Roads,  it  is  stated  that 
upon  the  Utica  and  Schenectady  road,  an  ascent 
of  20  feet  per  mile  is  followed  by  a  level  curve  of 
700  feet  radius ;  and  that  trains  ascending  the  in- 
cline at  15  miles  per  hour,  increase  their  speed  on 
the  curve ;  showing  a  curve  of  700  feet  radius,  at 
15  miles  per  hour,  to  involve  less  resistance  than 
a  grade  of  20  feet  per  mile.        .'        ..'->.  '    J.  v   ■  .  ; 

If  it  be  possible  to  group  tlie  principal  rise  and 
fall  of  a  road  into  a  short  distance,  to  be  worked 
by  assistant  power,  there  remains  an  excuse  for 
light  engines.  The  New  York  and  Erie  road  has 
a  length  of  243  miles  with  no  grades  exceeding 
15  feet  per  mile  in  either  direction,  except  for  15 
miles,  where  the  rise  and  fall  is  at  the  rate  of 
about  60  feet  per  mile.  There  are  few  roads,, 
however,  built  over  a  primary  geological  forma- 
tion, which  possess  such  favorable  features  for  so 
great  a  distance.  The  Baltimore  and  Ohio  road, 
which  presents  the  boldest  examples  of"  grouped 
gradients,"  has  plenty  more  of  undulating.diS'used 
over  its  length.  The  Western  road,  although  it 
has  its  grades  of  above  60  feet  grouped  in  about 
twenty  miles,  has  grades  of  40,  45,  50,  65  and  60 
feet  in  many  other  places — grades  which  absorb 
from  two-thirds  to  three-fourths  of  the  power  of 
the  engines.  But  yet,  \tbilst  the  grades  against 
the  Western  business  are  57  per  cent,  steeper  on 
the  Baltimore  and  Ohio  than  on  the  Western  road, 
the  engines  of  the  former  road  are  adapted  to 
draw  as  heavy  a  train  as  are  taken  over  the  74 
f«et  grades  of  the  Western  road.  This  fact,  which 
will  receive  further  elaboration,  is  one  of  the  most 
successfel  examples  of  the  economical  working  of 
grades. 

The  practical  effects  of  working  an  undulating 
line  are  a  division  of  trains  on  the  grades,  thereby 
requiring  more  engines,  cnginemen,  and  firemen  ; 
more  conductors  and  brakemen ;  more  fuel,  oil, 
and  waste ;  producing  more  w^ear  of  tracks  and 
road  bed ;  requiring,  for  a  larger  number  of  en- 
gines, additional  sidings,  engine  houses,  turn-ta- 
bles, and  a  greater  length  of  double  track.  Fre- 
quent trains,  running  nearly  upon  the  same  hours, 
are  also  mudi  i^re  subject  to  accideQts.    Again, 


the  undulation  of  the  line  may  be  so  much  diff'us- 
ed  over  its  extent  as  to  prevent  even  the  advan- 
tage of  running  full  trains  on  comparatively  level 
portions  of  the  road.  In  such  a  case  as  this,  es- 
pecially, should  Lhe  motive  power  be  of  the  most 
efficient  character.  Two  or  three  ruling  grades  of 
from  40  to  50  feet  per  mile,  distributed  over  a  dis- 
tance of  from  50  to  100  miles,  will,  if  the  business 
be  not  heavy  enough  to  pay  the  expense  of  assist- 
ant power,  limit  the  trains  to  one-third  the  capa- 
city of  the  engines.  The  Eastern  and  Western 
divisions  of  the  Erie  Railroad  are  cases  in  point. 
The  former  has  grades  of  sixty  feet,  distributed 
over  its  length  of  74  miles  ;  the  latter  has  grades 
of  from  forty,  to  fifty  feet,  in  regular  succession 
for  128  miles.  The  engines  used  on  these  divis- 
ions are  no  heavier  than  on  the  other  more  level 
divisions,  and  the  usual  trains  are  therefore  from 
one-third  to  one-fourth  only  of  a  proper  load  on  a 
level. 

Now,  if  the  engines  in  use  on  the  Eastern  and 
Western  divisions  were  more  powerful  than  the 
others,  in  proportion  to  the  increased  resistances 
they  have  to  encounter,  the  same  trains  which 
could  be  drawn  by  one  ordinary  engine  on  a  level, 
could  be  ^kcn  by  such  enlarged  engines  over  the 
grades.  ;.;'..•  ■-■■        :'.^:.->v  ;.  "v  •    ;,  " 

It  is  the  amount  and  nature  of  the  business  of  a 
road,  and  the  manner  in  which  the  movement  is 
performed,  whether  by  maximum  or  minimum 
trains,  that  affect  the  relation  between  cost  and 
charge  of  transportation. 

The  charge  for  transportation  is  at  present  as 
follows,  on  different  railroads  : — 
To  be  continued. 


For  Uie  American  Railroad  Journal. 
To  Railroad  Companies  on  Track-Iiayinc 

Among  the  variolas  railroad  improvements 
brought  to  notice' from  time  to  time,  we  fihd  many 
verj'  meritable  ones ;  yet  but  little  attention  has 
been  given  to  track-laying,  as  no  other  .iHerations 
df  material  benefit  have  been  made  since  the  first 
introduction  of  the  T  rail  into  this  country,  with 
the  exception  of  a  little  more  care  in  keeping  the 
ties  adjusted  together,  with  some  trivial  alterations 
in  the  chairs  and  spikes.  Other  experiments  have, 
however,  been  made  in  England  aud  Franca,  and 
to  some  extent  in  this  country,  such  as  laying  and 
adjusting  ties  oi.  stone  blocks ;  and,  in  some  in- 
stances, stone  have  entirely  been  substituted  for 
the  wooden  tie.  But  owing  to  the  immediate  and 
almost  entire  dostruction  of  both  rails  aud  ma- 
chinery, the  latter  have,  though  at  the  enormous 
sacrifice  of  their  original  cost,  been  ?c/wWi/ aban- 
doned, and  wooden  ties  again'  resorted  to.  This 
we  understand  is  owing  entirely  to  the  unyielding 
solidity  of  stone,  or  far  the  want  of  a  certain  tem- 
porary elasticity  produced  in  the  gravi-1-bed,  by 
the  wooden  tie  settling  away  when  the  train  pass- 
es; though,  from  our  knowledge  of  gravel,  wc  are 
inclined  to  think  that,  when  once  prcssd  away, 
it  becomes  as  compact  and  unyielding  on  its  sur- 
face as  solid  rock,  and  consequently,  after  the 
passing  over  of  a  fow  laden  trains,  the  elastic  dif- 
ference remaining  is  only  the  contrast  between  the 
nature  of  stone  and  wood — the  latter  not  Ciwising 
the  destructive  trembling  jar  attendant  upon  the 
former. 

Yet,  we  ask  if  it  is  not  natural  to  suppose  that 
ties  settle  away  very  unevenly,  causing  the  rail  to 
beud  and  cr»mp,  draw  its  chairs  and  spikes,  get 


out  of  adjustme/it,  aud  go  to  de«>iriiciion  befoie 
half  the  actual  service  is  realized,  in  spite  of  all 
the  labor  and  enormous  annual  expense  to  keep 
the  same  in  order.  Yet  this  destructive  uneven- 
ness  is  accurately  manifested  only  on  the  applica- 
tion of  the  weight  of  a  locomotive,  or  a  heavy  la- 
den car,  which  may  be  readily  p«rceived  by  tho 
continual  lateral  wavering  of  a  train  in  motion, 
rendering  safety  entirely  out  of  question  at  a  speed 
of  more  than  twenty-five  miles  to  the  hour.  ■  'i,  ^1 .:) 
.  Again,  cars  and  machinery  are  constructed  ne- 
cessarily with  groat  accuracy,  and  calculated  only 
for  a  track  as  near  to  a  spirit  level  as  maybe; 
and  how  is  the  rapid  depreciation  of  there  vehi- 
cles accounted  for,  other  than  by  the  liabilities 
attendant  upo^  the  short  cramps  caused  by  the 
uneven  yielding  of  the  tics,  and  the  state  of  the 
joints  of  rails  occurring  every  twenty  feet  ? 

There  is  hardly  a  track  in  this  country  on  which  <. 
a  locomotive,  when  running  at  the  rate  of  thirty 
miles  per  hour,  will  not  sway  so  as  to  lay  all  her 
weight  first  upon  one  side  then  the  other  at  every 
twenty  feet,  which  it  is^  reasonable  to  suppose 
must  be  occasioned  by  non-adjustment,  and  con- 
sequently very  destructive  to'  all  materials. 

All  this  is  conscientiou.sly  deemed  by  railroad 
companies  to  be  a  matter  of  course,  expense — and 
the  consequence  is,  unless  a  road  is  doing  «n 
enormous  business,  stocks  arc;  Jound  far  below 
par.  The  m.ijor  portion  of  the  first  cost  of  a  rail- 
road is  the  rails  and  ecjuipago,  and  the  contingent  ' 
expenses  thereof  is  itrincipally  cmifined  to  the 
same;  and  economy  therein  should  be  the  chief 
study  of  those  interested.  But  this,  w«^  find,  is 
very  much  if  not  entirely  neglected  under  the 
present  imperfect  discipline  of  roads  in  this  coun- 
try. 

In  regard  to  some  of  tlie  more  recently  suggest- 
ed improvements  in  track  laying  which  has  led  to 
these  considerations,  and  which  opens  a  field  for 
investigation,  we  find  tbat ;  first,  elasticity  to  the 
tracks  of  railroads  is  as  indisiicnsible  in  the  vital 
interests  of  everything  contained  in  the  premises 
as  steam  itself  Secondly,  that  a  permanent  and 
a  spirit  level  foundation,  and  l)eyond  the  reach  of 
frost,  is  also  indispensable  ";  and,  thxnlly,  that  afar 
heavier  rail  is,  or  will  be,  in  the  end,  found  more  . 
safe,  cheap  and  durable  than  those  now  in  use, 
and  that,  in  uur  opinion,  there  is  none  but  the 
endless  rail,  that  is  safe  under  a  train  at  high 
speed.  We  have  recently  investigated  an  im- 
provement in  the  cmtinaous  rail,  by  Chuncy  Vib- 
bard,  superintendent  of  the  New  York  Central 
Railroad,  which  is  said,  by  practical  men,  to  be 
superior  to  and  rail  now  in  use,  and  it  is  said,  a 
portion  of  the  track  of  the  above  road  is  to  be  laid 
with  the  sapie  the  coming  season.  We  have  also 
seen  some,  though  rather  inaccurate,  discriptions 
of  a  rubber  improvement  by  soaac  one,  intended  to 
be  applied  between  the  rail  and  the  foundation  in 
order  to  give  the  entire  ttack  a  uniform  elasticity. 
This  plan  would  require  about  720  lbs.  of  rubber  to 
the  mile  to  give  the  rail  a  suflScient  yielding  to 
break  the  shock  consequent  upon  stone  or  wood 
foundations.  The  rubber  being  so  confined  in 
metal  caps  as  to  obviat«  friction  or  change  of  shape 
or  elasticity,  making  it  practicably  safe  and  per- 
manent whenever  it  may  be  laid.  We  invite 
the  attention  of  railroad  companies  to  a  thorough 
investigation  of  some  of  these  devices,  and,  in 
fact,  to  the  whole  subject,  as  we  deem  it  one  in 


:-,;'yP'\V--y  .-■  f 


.  f- 


230 


AMERICAN    UAILROAD    JOURNAL. 


which  they  have  deep  interests  jnvolved,  both  as 
corporations  and  as  private  individuals.  It  can- 
not be  denied  that  the  greatest  drawback  upon 
our  railways  as  paying  investments,  results  from 
the  rapid  depreciation  of  stock,  and  any  sugges- 
tions tending  to  relieve  them  from  this  incubus, 
should  be  carefully  heeded.  B. 

-  Itocomotlve  "Governor  ^VlIllani*on« 

(The  following  article  was  intended  to  have  ac- 
companied a  drawing  of  the  abore  engine,  whipb 
appeared  in  last  paper,  but  was  accidental- 
ly omitted.  We  now  invite  attention  both  to  the 
article  aiid  to  the  drawing:) 

LOCOMOTIVE    "  GOVU.   WILLIAMSON." 

•  Eaily  in  July  last  we  noticed  the  advent  of  a 
locomotive,  of  superior  design  and  finish,  upon  the 
New  Jersey  Railroad.  This  engine  was  built  by 
Messrs.  DanforJh,  Cooke  &  Co.,  of  Paterson,  N.  J. 
We  are  now  enabled  to  present  our  readers  with 
the  fine  lithographic  drawing  which  accompanies 
our  present  issue,  showing  the  exterior  appearance 
of  this  engine.  This  drawing  is  from  the  es- 
tablishment of  Messrs.  Bien  and  Sterner,  90  Fulton 
street. 

The  Locomotive  "  Gov.  Williamson,"  is  one  of 
the  new  series  of  heavy  express  engines,  now 

'  adopte<l  by  the  New  Jersey  Railroad,  for  running 
the  Philadelphia  trains.       In  all   the  additions 

.;  which  have  been  made  to  the  motive  power  of 
this  road,  during  the  last  tlirce  years,  it  has  been 
a  settled  purpose  to  secure  the  highest  possible 
eflBciency,  durability  and  beauty.     As  an  example 

'  of  each  and  all  of  these  qualities,  the  "  Gov.  Wil- 
liamson is  a  rare  combination. 

There  have  been  but  few  engines  made  in  this 
country  which  have  received  more  liberal  propor- 
tions of  heating  surface  and  boiler  room  than  the 
subject  under  our  notice.  For  a  15  inch  cylinder, 
20  inch  stroke,  and  6  feet  driving  wheel,  this  cn- 

'  gine  has  a  boiler  45  inches  in  diameter  in  the 
waist,  and  containing  129  two  inch  tubes,  11  feet, 

.  6  inches  long.  The  steam  room,  obtained  by 
these  dimensions  of  boiler  shell  is  increased  by  the 

■  elevated  crown  of  the  firebox,  and  the  two  steam 
'  domes.  The  furnace  is  4  feet  2  inches  long  on  the 
•    grate,  3  feet  4  inches  wide,  and  4  feet  6  inches 

deep.     This  gives  about  777  square  feet  of  tube 
surface,  78)^  square  feet  of  interior  firebox  sur- 
.     face,  and  13J^  square  feet  of  grate  area. 

The  steam  pipes,  ports,  etc.,  are  of  ample  size, 

'■'.    the  latter  being  for  induction  14  by  1}^  inches, 

and  for  eduction,  14  by  2)4  inches. 

For  durability  every  reasonable  requisite  is  at- 

7    tained  both  in  the  quality  and  in  the  finish  and 

'^    mode  of  connection  of  the  material.    It  is  pleasing 

■  to  notice  such  securo  and  substantial  frames, 
.     spring-suspensions,  trucks,  rockers,  valve  motions, 

.  boiler  braces  and  stays,  etc.,  as  the  Paterson  en- 
.-  gines  afford,  and  especially  gratifying  to  see  such 
''  examples  of  locomotive  construction  so  well  ap- 
L  predated  and  patronized  in  these  times,  when  or- 
:-;   ders  are  so  likely  to  be  influenced  by  the  sole  con- 

■  sideration  of  price. 

In  beauty  of  form  and  elegance  of  proportion, 
the  engraving  speaks  for  itself  In  color,  polish 
and  decoration  the  engine  is  in  keeping  with  the 
other  qualities  which  we  have  designated. 

Messrs.  Danforth,  Cooke,  &.  Co.,  commenced 
the  er«ctk>Q  of  capacious  Locomotive  shops  in 
Aofost  1862,  »Qd  completed  aod  deUvered  their 


Srst  locomotive  on  the  17th  of  March,  1853. 
Since  that  time  30  engines  have  been  turned  out. 

Of  this  number  of  engines,  9  were  inside  con- 
nected, or  "  crank  "  engines,  built  mostly  for  the 
Erie  Road,  and  21  were  outside  connected.  Seven 
of  these  engines  are  running  on  the  New  Jersey, 
Camden  and  Araboy,  and  Morris  and  Essex  Roadsi 
and  seven  upon  the  New  York  and  Erie  road.' 

Among  the  recant  productions  of  this  firm  we 
notice  a  very  fine  engine,  the  "  Poughkeepsie," 
upon  the  Hudson  River  road.  This  engine  bears 
every  evidence  of  the  progress  of  improvement  in 
locomotive  building;  having  level  cylindei's,  trucks 
with  outside  and  inside  journals,  etc.  We  notice 
one  detail  of  this  engine  which,  although  simple, 
is  of  much  value.  The  bridle  which  encircles  the 
main  valve  is  forged  solid  with  the  valve  spindle, 
the  latter  being  coupled,  just  ontside  of  the  stuf- 
fing box,  to  the  valve  rod,  by  a  key-socket.  This 
prevents  the  "  stripping  of  the  thread  "  of  the 
valve  stem,  which  often  gives  so  much  annoyance 
in  running.  We  believe  Mr.  Harvey  Rice,  of  the 
Erie  road,  first  adopted  this  improvement  in  the 
engines  designed  by  bin  and  built  by  Mess. 
Danforth  A  Co. 

Mr.  John  Cooke,  the  superintendent  and  engi- 
neer of  these  works  formerly  occupied  a  like  post 
in  the  large  establishment  of  Messrs.  Rogers 
Ketchum  &  Qrosvenor. 

The  tools  and  machinery  of  these  shops  being  of 
the  best  kind,  and  the  experience  of  the  proprie- 
tors being  ample,  we  believe  they  will  continue  to 
sustain  a  high  reputation  for  the  manufacture  of 
Locomotives. 


The  'War  In  Earopet 

The  unwillingness  manifested  by  Great  Britain 
to  involve  herself  in  a  war  with  Russia,  is  un- 
doubtedly owing  to  the  recollection  of  what  previ- 
ous wars  have  cost  her.  Hor  immense  national 
debt  of  over  £800,000,000,  or  about  S4,000,000,000, 
has  been  created  almost  entirely  by  foreign  wars, 
waged  chiefly  on  the  continent  of  Europe,  to  main- 
tain a  certain  status,  similar  to  what  she  now 
seeks  to  maintain  in  the  case  of  Turkey,  in  seek- 
ing to  redress  some  imaginary  wrong  or  afiVont,  or 
in  asserting  some  prescriptive  or  assumed  right. 
It  is  now  seen  that  in  most  or  these  wars  she 
drove  a  losing  bargain,  no  matter  what  the  appa- 
reat  immediate  success ;  that  wars  settle  nothing ; 
that  force  is  not  principle,  and  that  the  moment 
the  pressure  ceases  to  be  applied,  the  result  of  all 
the  previous  labor  goes  with  it. 

The  national  debt  of  England  is  of  recent  origin. 
In  1702  it  was  only  £16,000,000.  It  did  not  in- 
crease materially  till  the  breaking  out  of  the  Rev- 
olutionary war  of  this  countiy  in  1775.  It  was 
not  till  the  commencement  of  the  wars  growing 
out  of  the  French  Revolution  that  it  began  to  roll 
up  at  a  fearful  rate.  In  23  years,  commencing  in 
1794  and  ending  in  1817,  the  amount  of  debt  cre- 
ated by  loans  equalled  £770,000,000,  or  nearly 
£32,000,000  per  annum,  or  about  $160,000,000  of 
our  currency  !  In  the  years  1814, 15,  and  16,  the 
antiual  amount  added  to  the  national  debt  was 
£93,000,000,  or  £465,000,000,  or  SI, 395,000,000  in 
three  years  '  Yet  this  was  at  a  period  in  which 
England  was  poor  compared  with  her  present 
wealth.  At  that  period  her  vast  manufacturing 
interest  was  in  its  very  infancy.  Steam  had  began 
to  be  applied  only  to  a  few  branches  of  her  natioual 
mdu«try.    Her  production  of  iron  was  cot  mC' 


twentieth  its  present  amount.  The  whole  produc- 
tion of  pig  iron  in  the  United  Kingdom,  in  1796, 
was  only  124,879  tons.  The  increase  of  her  man- 
ufactures in  cotton,  may  be  measured  by  the  in- 
creased production  of  the  raw  material  in  the  Uni- 
ted States.  A  steam  marine  did  not  even  exist  in 
the  idea.  Railroads  were  even  unthought  of 
The  wealth  of  England  has  increased  in  a  greater 
ratio,  probably,  than  have  the  various  branches 
of  her  national  industry.  Compare  her  increase 
of  strength  for  the  past  forty  years,  with  all  the 
new  elements  of  power  and  wealth  which  that  pe- 
riod has  evolved,  and  it  will  then  be  seen  what 
a  tremendous  force  she  is  now  capable  of  exert- 
ing. 

But  her  increased  strengnh  has  not  whetted  her 
appetite  for  war.  She  is  more  disinclined  than 
ever  to  use  it  for  such  puri)ose.  Cui  bono  ?  is  the 
question  now  asked  of  every  new  proposition.  She 
takes  counsel  from  her  interests,  not  her  passions. 
The  few  millions  now  asked  for  are  grudgingly 
and  hesitatingly  voted.  In  1796  a  loan  of  £18,- 
000,000,  or  S90,000,000,  was  subscribed  in  sixteen 
hours,  to  put  down  Republicanism  in  France !  and 
$360,000,000  a  year  for  several  years  in  succession 
were  freely  voted  for  the  same  object. 

How  dift'erent^the  prevailing  sentiment  now ! 
The  bad  blood  between  the  two  countries  seems 
to  have  been  all  shed  in  the  terrific  wars  that  have 
been  waged  between  them.  They  are  now  united 
in  the  closest  bonds  of  commercial  aflinity,  and 
both  claim  to  have  similar  objects  of  ambition,  as 
far  as  the  political  relations  of  Europe  are  con- 
cerned. The  two  countries  undoubtedly  feel,  that 
it  is  in  the  pursuits  of  peace  that  they  can  realize 
their  greatest  achievements.  Such  certainly  is 
the  conviction  of  the  people  of  England.  Fifty 
years  ago  no  European  nation  had  outgrown  the 
idea  that  the  use  of  wealth  was  the  power  it  gave 
to  attack  and  oppress  neighboring  and  rival  states 
During  this  period  wealth  has  acquired  a  new  val- 
ue and  significance.  It  now  represents  railroads, 
steamships,  enormous  industrial  establishments, 
employing,  and  clothing,  and  feeding  whole  com- 
munities. It  is  now  looked  upon  as  the  great  con- 
servator of  the  peace  of  society  instead  of  furnish- 
ing the  means  for  disturbing  it.  The  richest  na- 
tions are  now  the  most  pacific.  The  Emperor 
Nicholas  undoubtedly  presumed  a  great  deal  upon 
the  unwillingness  of  England  to  submit  to  the  im- 
mense sacrifice  which  a  war  must  cause. 

Some  two  months  since,  and  before  an  English 
soldier  had  left  its  shores,  one  of  the  leading  Eng- 
lish journals  estimated  that  the /ear  of  a  war  had 
cost  that  country  more  than  S100,000,000  in  the 
paralysis  that  it  had  caused  upou  all  the  opera- 
lions  of  business  and  trade.  Russia,  on  the  other 
hand,  is  the  freebooter,  all  of  whose  property  is  on 
his  back,  and  who  can  lose  little,  while  he  hopes  to 
gain  a  great  deal  by  disturbing  the  peace  of  soci- 
ety. 

The  present  rate  of  interest  paid  on  the  funded 
debt  is  only  3  and  3)^  per  cent.  A  much  larger 
rate,  however,  was  originally  paid.  In  1692  the 
Government  offered  8  to  10  per  cent,  for  a  loan  of 
£1,000,000,  yet  could  obtain  only  three-fourths 
the  amount  required.  Most  of  the  early  loans 
were  negotiated  at  high  rates  of  interest.  Subse- 
quently, the  practice  was,  when  a  loan  of  £10,000,- 
000  was  called  for,  to  issue  stock  to  the  lenders  to 
the  amount  of  ^12,000,000,  or  £18,000,000— the 


AMERICAN    RAILROAD    JOURNAL. 


231 


excess  beicg  in  the  nature  of  a  premium — so  that, 
although  the  stock  bore  only  4  per  cent,  interest, 
a  much  larger  rate  was  actually  paid.  Our  rail- 
road companies  can  thus  refer  to  an  Ulustrous  au- 
thority for  selling  their  securities  under  par. — 
These,  too,  in  turn,  could  set  the  English  people 
a  still  l)etter  example,  of  applying  the  money  bor- 
rowed to  a  good  use,  instead  of  firing  it  away  in 
gunpowder,  injuring  themselves  as  much  as  their 
•nemies.  It  would  be  difficult  to  point  to  any 
really  useful  monument  (laying  '.glory'  aside)  that 
the  national  debt  of  England  has  erected. 

Vnltcd  State*  MiMt. 

The  following  table  will  show  the  coinage  at  the 
Mint  of  the  United  States,  Philadelphia,  for  the 
three  months  of  1864  :  '■ 

Jan.  &  Feb.      March.         Total. 
Double  Eagles,  $6,222,940  ^2,260,260    S8,438,200 

Eagles 240,120        240,120 

Half-Eagles 245,736         245,735 

Quarter  Eagles  81,580  204,955  286,535 
PoUars 55,808       182,814         238,622 


Total  Gold.. 
Half  Dollars... 

Quarters 

Dimes 


.$6,360,328  $3,133,884  $9,494,212 

341,000       116,000  467,000 

609,000       566,000  1,176,000 

117,000        18,000  135,000 


Total  Silver,. .  .$1,067,000  $700,000  $1,767,000 

Copper 3,024        6,738  9,762 

Gold,  Silver 

and  Copper  $7,430,352  $3,840,622  $11,270,874 
Gold  Bars....         368,883       626,000        994,883 


Total $7,799,336  $4,466,622  $12,266,857 

In  1853 7,948,579    5,865,189   13,813,768 


Decrease $149,343  $1,.398,576  $1,647,910 

The  deposits  of  precious  metal  for  the   first 
quarter  of  the  year  were  : 

v.     .:-  1853. 

Gold.        Silver. 

January, $4,962,097    $14,000 

February 3,548,523       13,000 

March 7,533.762      70,000 


Total ....:.....  $16,044,372    $97,000 

1864. 
Gold.        Silver. 

January $4,215,579    $108,000 

February 2,614,000    1,166,000 

March 3,982,000       147,600 

Total $10,711,579  $1,421,600 

Showing  for  the  three  months  of  this  year  a  de- 
crease of  $6,332,793  in  the  deposits  of  gold,  and 
an  increase  of  $1,323,940  in  the  deposits  of  silver. 


HoTcment    on   tlie  Penasylvaula  Llnca  of 
Pabllo    Worka. 

The  Philadelphia  Ledger  gives  the  following 
statement  of  the  amount  of  merchandise  transport- 
ed from  that  city  to  Pittsburgh  by  the  Pennsylva- 
nia Railroad  and  Pennsylvania  and  Ohio  Line,  for 
twelve  days  of  the  month  of  March: 

Penn.  Railroad.     Penn 

March  6th 1,001.705 

"      7th 947,543 

"      8th 907,009 

"      9th 905,122 

"     10th 718,202 

"     11th 760,140 

"     13th 900,614 

"     14th 763,033 

"     15th 769,266 

"     16th 780,086 

"    17th 716,100 

"     18th 059,196 


&  Ohio  Line. 
104,780 
127,384 

82,184 
.  108,436 

68,426 
104,696 
177,166 

97,984 
346.607 
211,696 
218,662 
160,075 


tons  goods,  making  the  aggregate  by  canal  and**^«t**tl«>    of  Maine 

railroad,  7777  tons,  or  15,553,691  lbs.  of  through 

ft-eight  to  Pittsburgh  in  twelve  days,  or  a  fraction 

over  648  tons  per  day.    The  Pennsylvania  Rail 

road  Company  shipped  westward,  from  the  6Lh  tc 

the  18th,  622  tons  of  local  freight.     This  swelh 

the  amount  which  passed  over- the  Philadelphia 

and  Columbia  Railroad  to  8,439  tons,  or  more  tbau 

703  tons  per  day. 


Railroad*  for   (he  year 
ending  Deo.  31,  IS53. 

ANDKOSCOCGIN  AND  KENNEBEC  RAILROiD.     11  - 

L.-ngth  of  line — 56  miles. 
Weight  of  Rail — 63  lbs  per  yard. 


I 


Cleveland  and  Colambas  Railroad. 

The  following  is  a  Statement  of  the  operations 
of  this  road,  for  the  year  ending  Dec,  31. 

Received  from  passengers $632,640  8t' 

„    Fromfreight 496,010  37 

,,    From   mail,  $34,736  36  ;  ex- 
press, $23,335  32 68,120  07 

From  rents,  $806  44  ;  dividends, 

$4,266 5,071  44 


ToUl $1  191,873 

The  expenses  for  repaiis,  transpor- 
tation, Jnterest,  d&c.,  were $580,776 


28 


16 


Surplus:.........:......!.....     $611,097  12 

The  annexed  statement  shows  the  general   ac- 
count of  the  road ; 

Construction $3,1%,545  15 

Construction,  second 
tr^ck 90,891  02 

Cars  and  engines 646,912  61 

$3,833,848  68 

Real  estate 34,119  96 

Cleveland     City    and 

Delaware  Co.  Bonds      45,000  00 

Stock  of  this  Com- 
pany       149,710  00 

Columbus  and  X«nia 
Railroad  Stock 

Cleveland  and  Cincin- 
nati Telegraph  Stock 

Steamboat  Stock 

Loan  to  Stockholders 
Bellefontaine  and  In- 
diana Railroad  Co. . 

Loan  to  Stockholders 
Indianapolis  and 
Bellefontaine  Rail- 
road Co 54,000  00 

Loan  to  Cleveland  and 
Mahoning  Railroad 
Co 12,000  00 

Bills  receivable 116,642  88 

Individual  and  other 
accounts 6,073  28      626,996  12 


Capital  paid  in, $824,131 

Jest  of  Road,., 2,030,140 

Amount  of  indebtedness, 1,049,649 

Due  the  Corporation, 15,689 

Xumber  of  passengers  in  1853, 110,784 

Received  from  passwagers, $79  306, 

"        "        f'-eight, 68,176 


Total  receipts  in  1853, $154,076  01 

Miles  run  by  passenger  trains, 69,286 

Freight        "  34,100 

N'umbcr  of  Stockholdei-s -      ,       1410 

"        residing  in  Maine, .,  129^ 

Dividends  in  1853,  none.  ; 

KENNEBEC  AND  PORTLAND  RAILROAD. 

Length  of  line— 72  %  miles. 
Weight  of  Rail— 60  lbs  per  rard. 

Stock  paid  in, .".....$1,078,673  99 

Whole  cost  of  Road, 2,620.981  80 

Amount  of  indebtedness, . . . .' 1,489.694  48 

Due  Corporation, ;-. 98,081  4»* 

Xumber  of  passengers  in  1853, 241 ,671 

"     through     "  "  84;606 

way         "  "I  207,166 

Received  from  passengers, '..    $134,432  (nf 

"freight, 84,628  H 

"  "  I  other  sources^ 7,94179 


5,060  00 

3,000  00 
54.000  00 


47,600  00 


^;  ■.■■■-■: .;;.  :>  •■  $4,300,344  80 

CapiUl  stock 8,033,662  00         . 

Mortgage  bonds 67,000  00     •;, 

Other  Convertible  Bd's        8,000  00 

Franklin  County  Bd's.       60,000  00       .-  ^ 

Bills  payable  and  0th-  '' 

er    liabilities 8,599  84 

Borrowed  from   earn- 
ings       293,092  96$4,360,344  80 

The  dividends  of  this  Road  have  been  28   per 

cent,  in  26  months. 


Total, 9,816,916  lbs.      1,896,776  lbs. 

It  it  stated  that  in  addition  to  this  Messrs.  Har- 
ria  A>  Leach  ahipped  doriu^  tbe  laioa  tima,  1,920 


The  Lake  In  the  Great  Desert. 

Mr.  William  P.  Blake,  who  recently  accompan- 
ied the  party  of  Lieut.  J.  G.  Parke  across  the  des- 
ert lying  between  the  San  Bernardino  mountain 
and  the  Colorado  river,  was  enabled,  in  the  capcic- 
ity  of  geologist,  to  make — it  is  said — tb«'  only 
scientific  survey  ever  attempted  of  that  region. 
Ho  says  that  the  fact  of  the  ancient  existauce  of 
an  immense  inland  lake  in  that  section  of  the 
country,  is  established  by  unmistkable  sigus  of 
shells  and  sand  b«aches,  extending  for  many  uiiies 
along  the  Valley  which  was  traversed  by  the  par- 
ty. Mr.  Blake  states  that  the  eastern  borders  of 
thb  vast  lake  reached  some  distance  to  the  east- 
ward of  the  Colorado  river.  During  his  jonriicy 
be  saw  great  quantities  of  old  sea  drift  siliciHed 
wood  and  marine  fossils,  all  hlg:hly  polished  by  the 
action  of  tho  driftinf  udA, 


Total  receipts  in  1853 $177,008  69 

Miles  run  by  passenger  trains, 109,084 

freight          "  49,818 

"              other  trains 830 

Number  of  Stockholders, 817 

Dividends  in  1853,  none.  ..  «.  « 

Xortb  and  Sonth  Railways. 

The  Cleveland  papers,  contain  the  proceedings 
of  a  railroad  mfeeting  hold  in  that  City  on  the  29th 
all,  infnvour  of  the  Evansville,  Indianapolis  and 
Cleveland  straight  line  railroad,  Mr.  Smith,  Prese- 
dent  of  the  Company  addressed  the  meeting,  and 
and  the  following  resoIuUons  were  unanimously 
adopted,  this  iioad  when  constructed  will  be  an 
extension  of  th0  Eastern  lines  from  Indianapolis 
to  Evansville  on  the  Ohi  >  river,  about  150  miles, 
completing  the  through  line  from  Cleveland  on 
Lake  Erie,  to  Evansville  on  the  Ohio  river  of  about 
130,  ujjon  the  sl;»rae  guage,  and  being  a  part  of  the 
Cential  line  toj  bo  exended  from  Evansville,  by 
Paducah  to  Mamphis,  connecting  the  North  with 
the  South. 

Arthur  Iluglics  iniroJuced  the  following  resolu- 
tions which,  being  seconded  by  H.  V.  Willson  were 
unanimously  adopted ;  ; 

"  Rcsolveil,  That  tlie  construction  of  the  Evans- 
ville, Indianapolis  and  Cleveland  straight  Line 
Railroad,  and  the  line  of  road  from  Terre  Haute 
to  St.  Louis,  forming  with  the  roads  already  built, 
a  through  line  from  Cleveland  by  Indianapolis  to 
Evansville  on  the  Ohio  River,  and  also  St.  Louis 
on  the  Mississppi  river,  are  works  of  high  and  par- 
amount importance  to  the  business  and  commerce 
ef  the  City  of  Cleveland  and  the  railroads  center- 
ing there.  : 

"  R«S'>!re'^,  That  thf  contemplated  extension  of 
the  grc.'tt  through  line  from  Evamtvilie  by  Hen- 
dei-sou.  Sunthlaud  and  Paducah  to  Memphis, 
Tejiii.,  to  connect  there  with  lines  to  New  Orleans, 
Arkansas  and  Texas,  making  through  Central  line 
in  the  vallcv  of  the  .Mississippi  from  New  Orleans 
by  Evansville.  Indianapolis  and  Cleveland  between 
the.  north  and  south,  is  a  work  of  great  national 
Imn-jrtanco. 

''  R,sjiveii,  That  the  Companies  ao^  individuals 
cneajjed  in.the  extension  of  this  grw  line  are  en- 
titled to  oijr  cordial  co-operation  and  support. 

"  Resolved,  That  the  thanks  of  this  meeting  are 

due  and  are  hereby  tendered  to  the  Uoo.  Olivar 
I  •> 
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H.  Smith  for  his  able  eloquent  exposition  of  the 
merits  and  claims  of  this  great  Railroad  enter- 
prise. 

"  Ou  motion,  the  meeting  adjourned." 

S.  J.  ANDREWS,  Chairman.    • 

Geo.  a.  Benkdict,  Secretary. 
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NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence.  .. 
Androscoggin  and  Kennebec. 
Kennebec  and  Portland 


Back  Numbers  of  the  Joni'nal. 

Those  who  wish  back  numbers  of  the  JoLnvAi. 
for  binding  are  requested  to  order  them  at  once,  I  Port.,  Saco  and  Portsmouth. . 

•s  we  shall  be  able  to  siipply  thorn  but  a  Aw  !  York  and  Cumberland, 

weeks  louder  I  ^O'^ton,  Conconl  and  .Montreal 

We  can  furnish  ButNo  Vol:  mks  lor  any  or  all 
years  complete  since  1831 — price  i^ — per  year. 

Our  Railway  Mai'  in  .'*heets  will  be  sent  by  mail 
k>  any  addrcHK  on  the  receipt  of  .SI. 00 — price  on 
rollers  S2.00. 

We  have  a  few  copies  of  Mr.  Jotin.'^^on's  valua- 
ble work  on  the  Northern  route  to  the  Pacific — 
price  by  mail  $1 — with  maps. 


Maine 


a 
I 

I 


Probable  EflTect  of  an  Karopean  Mrar  upon 
Aiiierlcaii    ^ecuritiesa 

An  European  Wjtr  being  certain,  one  of  the  most 
interesting  problems  involved,  as  far  as  this  coun- 
try is  concerned,  is  its  probable  effect  upon  the 
intrinsic  and  marketable  raluo  of  our  securities, 
particularly  those  issued  on  account  of  railroads, 
and  works  of  a  similar  character. 

From  the  intimate  relations  which  subsist  be- 
tween the  United  States  'and  all  the  commercial 
nations  of  Europe,  each  is,  to  a  certain  degree, 
necessarily  affected  by  the  condition  of  the  other. 
If  one  be  prosperous,  all  share  in  this  prosperity. 
If  the  contrary  be  the  fact,  all  .suffer.  At  the  pre- 
sent day,  no  nation,  however  independent  its  ac- 
tion, and  however  free  from  political  and  diplomatic 
entanglement."*,  can  escape  the  etlect  of  the  con- 
duct or  condition  of  it.s  neighbor.  Connnercially, 
they  belong  to  one  community.  If  a  jiaraly.sis 
strike  a  particular  branch  of  industry  of  one  of 
the  members,  it  falls  upon  a  corresponding  branch 
of  that  of  another.  Should  cotton  spiiuiing  in 
Great  Britain  cease,  the  prwluction  of  the  raw  ma- 
terial in  this  country  wouM  be  largely  curtailed. 
If  European  nations  become  U>o  poor  to  purchase 
our  staples,  their  previous  value  is  the  measure 
of  ovu'  loss.  Our  people,  therefore,  are  to  be  ef- 
fected by  a  war  in  the  same  manner  as  those  of 
France  or  England,  or.ly  in  a  vastly  less  degree. 

But  the  effect  of  a  war  will  extend  beyond  the 
mere  influence  it  e.xerts  upon  the  price  of  our  sta- 
ples. An  opinion  adverse  to  one  of  our  more  im- 
portant interests,  may  do  us  as  much  harm  as 
would  the  loss  of  one  of  our  leading  crops. — 
Should  a  war  create  a  distrust  .is  to  tlie  value  of 
European  securities,  and  depress  their  market 
value,  a  similar  sentiment,  by  necessary  sympa- 
thy, would  cross  the  Atlantic,  and  exert  a  similar 
effect  upon  the  securities  of  this  country.  There 
may  be  no  necessary  reason  for  such  coincidence, 
and  no  satisfactory  explanation  for  it.  The  price 
of  English  consols  has  certainly  nothing  to  do  with 
the  value  of  Erie  or  New  York  Central  stocks,  yet 
the  quotations  of  the  latter  dance  attendance  upon 
the  former  with  as  much  certainty  as  the  shadow 
does  the  substance. 
The  first  shock  that  European  securities  receir- 


(I 


N.  II. 

Concord  " 

Ch«>shiro " 

Northern " 

ManchesttT  and  LawriMice. ...  " 

Na.shua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Bo.ston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton. 

Norfolk  County 

Old  Colony 

Taunton  Branch 

Vermont  and  Ma.ssachusetts 

Worcester  and  Nashua 

Western 

Stonington 

Providence  ami  Worcester. 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wjl.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Nonvich  and  Worcester " 

Buffalo  and  New  York  City. .  N.  Y.j 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem •< 

Long  Island " 

New  York  Central " 


R.  I. 

li 


II 
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(< 
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Ogdensburgh  (Nortliern) . . . 

Oswego  and  Syracu.se 

Plattsbm-g  and  Montreal . . . 
Rensselaer  and  Saratoga... 
Rutland  and  Washington ... 
Saratoga  and  Wa.shington . . . 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

PUlad.,  Wilmington  and  Bait.  " 


150 
55 
72 
61 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
53 
69 
28 
62 
75 
42 
66 
20 
26 
45 
12 
77 
45 

155 
50 
40 
45 
72 

110 
50 
66 
61 
62 
55 
64 
91 

132 
69 

60 

47 

35 

464 
!l44 
1 130 
I  95 

504 

118 

36 

23 

25 

60 

41 

32 

39 

96 


3' 

i 


.a 
« 

I 

a 
a 
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o  B 

g  « 

o  * 
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1,538,100  2,973,700  6,150,278 
809,878  1,016,500:  2,064,458| 
952,021  20/, 80  2,614,067! 
123,884  1, 459,384  i 
341,100  713.6051 
022,200,  2,540,217 
none,  j  1,486,000 
720,900  3,002,094 


1,365,600 

285,747 

1,649,278' 

1,485,000 

2,078,625! 

3,016,634' 

717,543 

600,000 


none. 


1,097,600!  660,000 

2,486,000'  2,429.100 
8,500,000  3,500,000 

1,600,000: 

392,0001  700,000 


1,830,000 
4,076,9741 
3,160,.390 
4,500,000 

421,295i 
1,691,100 
2,860,000; 
1,050,000 
3,540,000 

500,000 

647,015; 
1,964,070! 

260,000i 


1,467,500 

922,500' 

2,360,000l 


651,214 
1,400,000 

673,500 
1,746,616 

5,577,467 

12,000,000 

1,600,000 


1,9%,249 
160,0001  4,092,927 

390.000  8,546,214 
425,000:  4,845,967 
171,800  633,906 
193,500!  1,801,946 

600.0001  3,120,391 
none.  1,060,000 
112,305;  3,623,073 
none,  j  520,476 
819,748!  1,245,927 
282,300!  2,293,534 
none.  :  307,186 

2,140,536!  1,001,600  3,203,333 
1,134,000  171,210;  1,321,945 
6,160,000  5,319,520'  9,953,759 

467,700 

300,000'  1,791,999 
500,000  1,400,000 
800,000i  3,150,000 

i  2,500,000 

; In  progres 

568,861,  800,0001  1,611,111 
3,000,000!  1,641,000;  4,978,487 

926,0001  440,000l 

760,500;   650,0001  1,880,610 
2,121,110|  701,600i  2,696,488 
900,000!  1,650,000!  2,650,500 
In  progres 


254,748 
140,561 
168,114 
208,669 
23,946 
160,538 
305,805 
287,768 
328,782 


a* 


o 


a 
o 
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132,546 


495,897 


Leased  to 
Recently 


388,108 
659,001 
469,656 
758,819 
60,743 
229,004 
488,793 
229,446 
574,574 
164,230 
67,261 
374,897 
137,406 
218,679 
162,109 
1,625,224; 
240,6721 
291,4171 


113,620  none 

80,053!  none 

100,552inone 

I  c 

ll,256none 
79,659  none; 
141,836  8 
55,266  5 
163,076  6 
6 
8 
none 
...'....  none 

none 

266,589  none 


.a 

00 

o 

8 

•c 

P4 


51,613 


the  Vt.  Cent 
opened,  fnone 
none 
130,881 
338,215 
227,434i 
331,296; 
30,0561 
72,0281 
241,017] 

99,589|  8 
232,7871  6 
43,960  7 
23.416none 


83  i 

80 

41 

98 

24 

80 
108 

87 

60 

83 
1081 

•  •  •  m   * 

26 
9» 
10| 
97i 


91 
1011 

82i 
100 

40 

55 

84 

90 

89 
117 

68 

96 


879,636 


872,000 


426,509 
687,000| 


582,400 
400,000 


122,816;  nonej 
24,8991  8  |.... 
18,648'none!  16| 
66,900^  4  I  62 
746,736  7   97 i 
110,892j....  69 
120,8921  6   96 

i 1  4       65 

639,529!    294,26910      123 
329,041!    168,902 none  .... 

69,629| none! .... 

114,4101 !....    89 


806,713!    428,1731  7 

i I  8 

Recently  opened,    none 

267,661'    116,965j  4 
Recently  opened,   'none 
i !none 


Recently  opened. 


1,921,270 
In  progres 

987,627!     76,760      39,360none 
1,070,786'     74,241 !     23,496  none 
10,000,000  24.003;865'33,070,863i4,318,962,l,800,18l!  7 
3,740,515j  7,046,396,10,527,6641,063,659    338,783  none 


96 

•  •  •  • 

40 
64 

66* 
130 


4,726,250      977,4681  6,102,935 

1,876,1481      516,246    2,446,391 

23,086,6001 10,773,823  33,869,423 

1,579,969  2,969,760  5,133,834 


681,446 
205,0681 


324,494 
44,070 


none 


68 

«  •  •  • 

70i 
63 
49i 
28 
106 
191 
70 


65 
45 
31 
63 
86 
20 
36 
95 
98J 


480,137     195,847 
350,0001      201,600       607,803      90,616'      43,609 
174,042!      131,000       349,775|Recently  opened,   'none 
610,000        25,000      774,495    213,0781     96,737 
860,000      400,000   1,250,000  Recently 'opened. 
899,800      940,000!  1,832,945|    173,6461    135,017  none 
237,690      100,000!      829,577!Recently  opened. 
430,936      700,000;  l,043,357iRecentIy  opened,    none 
1,011,940      660,000!  l,693,71l!    225,152!    116,706  8 

1,500,000 1  4,327,49°il,J»88,385!    478,413 10 

1,022,420      128,000!  1,220,326     149,941       79,2521  7 

2,197,840      476,000:  3,345,720|    608,942    816,259(10 

986,106    1,500,000!  2,379,880i    260,899     124,740|  3 

1,184,600        13,000!  1,266,1431    118,617      76,890  6 

600,000 !      750,000  Recently  opened 125 

830,100  713,227!  1,702,623'  266,827  106,320  8  65 
6,666,332  10,427,800.17,141,987i2,480,626  1,261.987  7  78 
5,000,0001  2,399,166j  8,067,286'   868,038    641,769  6        76* 


30 

83 

96* 
148 
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Md. 


30 
47 

381 
38 
57 
65 
27 
64 
73 
22 
76 
62 

107 
73 
32 


191 


Ky. 


55 
93 
33 
88 
GO 
80 
125 
38 
29 
65 


Pennsylvauia  Central Penn.!260 

Philadelphia  and  Trenton . . 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio 

Washington  branch 

Baltimore  and  Susquehanna..  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh ; . .  " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C.'161 

Charlotte  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "      140 

South  Carolina "     1242 

Wilmington  and  Manchester.  " 

(Jeorgia  Central Ga. 

(Jeorgia " 

Macon  and  AVestem " 

Muscogee " 

South  Wsstem " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss 

East  Tennessee  and  Georgia. .  Tenn, 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 

FranlSbrt  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  Pittsburgh ....  Ohio.  100 

Cleveland  and  Toledo "      147 

Cleveland,  and  Erie "       96 

Cleveland  and  Columbus ....  .  "      135 

Columbus,  Piqua  and  Indiana.  "     ^  46 

Columbus  and  Lake  Erie "     '61 

Cincinnati.,  Ham.  and  Dayton  "       60 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania "     187 

Ohio  and  Indiana "      ... 

Scioto  and  Hocking  Valley .. .  "     i  44 

Columbus  and  Xenia "       64 

EvansviDe  and  Illinois Ind.     31 

Indiana  Central "      ... 

Indiana  Northern 

Indianapolis  and  Bellefontaine 
Indianopolis  and  Cincinnati . . 
Lafayette  and  Indianapolis . . . 
Madison,  Indianapolis  &  Peru 
Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago "   92 
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ed,  was  consequently  followed  by  a  eorresponding    . 
decline  of  those  of  the  United  States,  in  obedienoftr 
to  what  seems  to  be  an  unvarying  law.     We  may . 
ways  calculate  a  certain  result  in  this  country  ' 
to  be  due  to  a  real  Of  assumed  condition  of  af- 
fairs in  Europe.     But  in  the  present  case,  there 
are  other  reasons   than   those  named,  why  this 
country  should  feel  the  eflects  of  an  European  war. 
For  several  years  past  our  people  have  been  in  the 
habit  of  borrowing  large  sums  from  abroad  fur  the 
prosecution  of  our  public  works.     It  has  been  for^V 
eign  capit-tl  that  has  enabled  our  people  to  accom-: 
plish  no  small  part  of  the  immense  results  thtt^:  ■ 
have  been  achieved.     If  the  whole,  or  a  consider- 
ble  portion  of  this  supply  be  cut  ofi;  the  entire 
burden  of  the  construction  of  our  public  works 
will  be  thrown  upon  our  own  people.     This  fact 
must  draw  large  sums  from  other  investments,  and 
create  a  general  stringency,  the  effect  of  which 
must  be  to  reduce  the  market  value  of  ali  our  sok 
curities.  ,     - 

The  prospect  of  war  has  already  produced  the 
results  we  have  described.  It  has  almost  entirely 
checked  the  flow  of  European  capital  to  this  coun*.  - 
try — imposing  upon  our  own  people  the  burden  of 
providing  themselves  the  whole  cost  of  our  public 
works.  A  depressed  share  and  bond  market  is  the 
necessary  result. 

The  Jrgice  of  the  depression  of  the  market  val|  ; 
ue  of  the  securities  of  this  country  will  dependj- 
to  a  very  considerable  extent,  upon  the  degiee  of 
the  fluctuations  in  EuroiKj.     But  as  the   causes 
that  will  i)roduce,  for  a  lime,  similar  results,  are 
different,  our  own  market  must  recover  its  tone  so 
soon  as  it  is  seen  that  the  real  value  of  our  »ecti- 
rities  are  not  impaired,  and  so  soon  as  our  people 
adapt  themselves  to  the  altered  state  of  affairsi- 
The  market  now  yields  to  a  svntiment  borrowed!' 
from  abroad,  and  to  a  condition  of  things  in  this 
country,  which  must  work  its  own  cure.     An  Eu-. 
ropean  war  certainly  will  not  diminish  the  earn-i*- 
ings   of  our  railroads.     Thus   far  it  has   added 
largely  to  their  earnings,  by  the  increased  price 
created  for  many  of  our  more  important  staples, 
which  is  rapidly  drawing  them  from  the  interiorf 
to  the  seaports.     The  internal  trade  of  the  coun-f 
try  was  never  so  active  as  at  the  present  time.r 
Our  railroads  were  never  before  so  successfaLfl. 
The  earnings  of  the  entire  investment  in  the  United  \7 
States  are  at  leabt  lio  per  cent,  greater  than  at  »•  — 
corresponding  periwl  the  past  year.      With   an 
equal  ease  in  the  money  market,  it  may  be  conS-  j. 
dently  stated,  that  quotations  would  at  the  present 
time  rule  from  five  to  ten  \>et  cent,  higher  than 
last  year.     The  investment  is  worth  such  an  ad-  i 
vance   were   its   value   to   be  measured   by   the 
amount  of  income. 

We  cannot,  at  so  early  a  period,  estimate  the 
influence  of  an  European  war  up>on  this  country. 
There  seems  to  be  no  probability,  however,  that 
this  country  will,  in  any  way,  become  a  party  to 
it.     Our  i>cople,  true   to  their  money-loving  in- 
stincts, will  think  it  a  good  lime,  while  the  rest  of  j 
C|iristendora  is  at  war,   to  do  the  work  of  the  ;i , 
world,  and  charge  their  own  price  for  it     It  may  f 
turn  out  that  commerce  can  only  be  safely  car- 
ried on  through  the  medium  of  American  bottoms.  . 
Should  the    war  become   general,  provisiens    of-^ 
all  kinds  must  command  a  high  price.     The  only 
staple,  the  price  of  which  would  be  injuriootly 

efliicted  would  be  cotton,  so  that  on  the  whole 
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were  this  country  not  indebted  to  Europe,  and 
had  we  not  been  accustomed  to  rely  upon  Euro- 
pean capital  to  carry  forward  our  works,  it  secmf 
probable  that  the  first  effect  of  a  war  would  appar- 
ently be  favorable.  It  would  increase  the  value  ol 
most  of  our  products.  It  would  give  additional 
employment  snd  higher  wages,  to  many  of  our 
more  important  interests,  which  would  nearly  bal- 
ance the  injury  that  others  would  suffer.  It  would 
in  the  end  result  in  sending  a  large  amount  of  capi- 
tal into  the  country,  as  the  stability  of  our  insti- 
tutions, the  prosperity  of  our  people,  the  intrinsic 
value  of  our  investments,  would  contrast  most 
favorably  with  what  the  old  country  could  show. 
Such  must  be  the  case  so  soon  as  wc  become  accli- 
mated to  the  new  state  of  things,  and  so  soon  as 
the  favorable  contrast  referred  to,  can  bo  properly 
appreciated.  Whether  peace  or  war  be  the  state 
of  Europe,  the  greater  value  of  investment  in  this 
country  must  bo  seen  and  acknowledged,  and 
moBt  continue  to  attract  to  it,  steadily  increasing 
amounts  of  foreign  capital. 

While,  therefore,  we  think  it  very  probablo  that 
a  rapid  decline  of  the  securities  of  this  country 
may  follow  a  similar  decline  in  Europe,  this  fact 
does  not  in  the  slightest  degree  invalidate  theii 
value.  Should  foreigners  see  stocks  quoted  ip  our 
market  at  a  lower  figure  than  cost,  there  is  no 
occjiaon  for  distrust  or  alarm,  nor  is  there  any 
reason  to  suppose  that  they  have  paid  more  than 
the  securities  they  hold  are  worth.  The  depres- 
sion will  be  temporary.  The  state  of  Europe 
has  not  affected  their  value  in  the  slightest  de 
gree.  The  railroad  investment  in  this  country 
was  never  worth  so  much  as  at  this  instant.  We 
have  regarded  the  stringency  which  has  prevailed 
for  the  past  nine  months  as  calculated  to  produce 
the  most  beneficial  results.  Had  the  money  mar- 
ket continued  easy,  our  people  under  the  flush  .ind 
excitement  of  success,  would  have  rushed  wild 
into  visionary  projects.  Upon  such,  an  effectual 
quietus  has  been  put.  Under  the  present  state  o) 
the  market,  rival,  or  useless,  roads  will  not  be 
built.  The  roads  that  are  constructed  will,  conse- 
quently, become  all  the  more  valuable.  A  strin- 
gency in  our  money  market,  therefore,  should  as- 
sure, instead  of  frightning,  the  holder  of  stocks  or 
bonds.  A  depression  in  prices  merely  indicates 
what  is  to  Mm,  a  wholesome  state  of  things  ;  not 
that  his  investment  is  the  less  valuable,  but  in  fact 
more  so. 

Under  such  circumstances,  to  return  securities 
to  this  country  for  sale,  would  lie  the  greatest 
foUy.  Such  a  course  pursued  to  a  considerable 
extent  would  defeat  the  object  of  returning  them. 
It  would  only  serve  to  depress  still  more  their 
ralulp.  As  their  intrinsic  value  is  entirely  inde 
penixent  of  their  market  value,  the  two  will  har- 
monize in  our  own  markets,  so  soon  as  the  present 
causes  of  the  depression,  which  are  accidental 
and  temporary  in  their  character,  shall  cease  tc 
operate. 

Consolidated. 

The  Fall  River  Railroad  Company  have  voted 
to  unite  with  the  Old  Colony  Railroad,  by  a  vote 
of  2667  yeas,  to  2142  nays. 

New  York  amd  Erie  Rail;  o   (f. 

Wm.  J.  McAlplQo,  Esq.,  has  i-osigncd  the  offices 
of  Assistant  President  and  Chief  Engineer  of  this 
RtOrosd.  > 


Report  of  the  State  EMgtneer  upon  the  State 
Canala. 

[Contiiiaed  from  Page  187.] 
IV. — THE  COST  AND  CHARGES  OF  TRANSPORT. 

This  subject  was  considered  at  some  length  in 
my  last  annual  report.  The  views  therein  pres- 
inted  will  be  incorporated  in  the  present  exami- 
nation. 

An  investigation  of  the  comparative  advantages 
of  the  several  channels  of  communication  between 
ohe  seaboard  and  the  interior,  requires  an  exami- 
aation  into  the  cost  and  charges  of  transport  by 
the  various  modes  of  land  and  water  conveyance. 

The  charges  cannot  be  relied  upon  in  this  inves- 
tigation, because  they  fluctuate  on  the  various 
routes,  and  on  different  articles  conveyed — 
competitioc  reducing  them  to  a  minimum,  and 
monopoly  raising  them  to  a  maximum. 

The  cost,  however,  furnishes  a  more  reliable  ba- 
sis for  comparison,  as  the  elements  upon  which 
it  depends  are  usually,  affected  alike  on  the  difftr- 
ent  routes. 

These  elements  consist  of  loading,  conveying, 
lischarging,  warehouseing,  insurance,  and,  in  arti- 
ficial channels,  the  necessary  expenses  of  construc- 
tion and  maintenance. 

The  cost  of  loading  and  discharging  depends 
ilpon  the  price  of  labor,  and  the  facilities  afford- 
ed ;  and  the  cost  of  insui  ance  upon  the  character 
jf  the  navigation. 

The  cost  of  conveyance  upon  the  ocean  is  con- 
stant ;  but  the  charges  are  the  least  from  that  port 
*t  which  is  concentrated  the  largest  amount  of 
trade,  and  which  possesses  a  favorable  climate, 
and  the  greatest  advantages  for  reaching  the  open 
<ea. 

New  York,  possessing  these  advantages,  and 
those  of  concentrating  at  its  harbor,  through  the 
influence  of  the  great  internal  channels  of  com- 
merce, the  trade  of  the  most  extended  fertile  dis- 
trict of  the  interior  of  the  country,  has  thus  be 
come  the  chief  commercial  centre  of  this  conti- 
nent. 

The  chain  of  Western  Lakes  terminating  on  the 
borders  of  this  State,  furnishes  a  transport  second 
only  to  that  of  the  ocean. 

The  duration  of  navigation  ujwn  them  is  limited 
in  consequence  of  the  closing  of  the  harbors  du- 
ring the  winter  season. 

The  Hudson  affords  an  example  of  the  best  de- 
scription of  river  navigation,  in  conseciuence,  of 
the  uniformity  of  the  flow  and  the  smoothness  and 
depth  of  its  waters,  allowing  the  use  of  either  sail 
or  6te.im  vessels,  and  of  light  hulls ;  thereby  in- 
creasing the  proportion  of  the  weight  of  the  cargo 
to  the  whole  weight  moved. 

The  Mississippi,  and  its  larger  branches,  have 
the  advantage  of  a  long  route  and  a  current  of 
from  three  to  six  miles  an  hour  in  the  direction  of 
the  greatest  tonnage.  The  fluctuations  of  their 
vvaters  and  obstructions  of  their  channels,  the 
higher  price  of  labor,  the  necessity  of  employing 
steam  vessels  exclusively,  and  the  hazards  of  the 
lavigation,  increase  the  cost  of  transi>ortation  on 
these  waters. 

The  cost  of  movement  upon  a  canal  depends  up- 
in  the  relative  sectional  areas  of  the  boat  and  of 
the  canal,  upon  the  actual  size  of  the  two,  and  up- 
on the  elevation  to  bo  overcome, 

The  suspension  of  navigation  upon  the  Northern 
water  lines,  increase  the  cost  of  transportation  up- 
on them,  as  the  loss  of  time  and  the  interest  upon 
the  capital  invested  is  charged  upon  the  business 
ione  during  the  limited  portion  of  the  year,  while 
they  are  navigable. 

The  cost  of  movement  upon  a  railroad  depends 
upon  the  amount  of  the  curvature,  the  inclination 
of  its  gradients,  and  the  elevation  to  be  overcome, 
iind  its  limited  capacity  in  comparison  with  its 
cost. 

The  cost  of  transport  on  artificial  works  is  in- 
cereased  by  the  t.ax  necessary  to  be  levied  to  give 
a  remuneration  for  the  capital  invested,  and  also 
to  pay  the  current  expenses  of  operating  and  main- 
taioing  the  work. 

The  other  circumstaaccs  constituting  the  ex- 


pense of  these  modes  of  transport,  will  be  treated 
of  in  a  subsequent  part  of  this  report. 

Having  thus  given  tie  characteristics  of  the 
diflferent  modes  of  transport,  it  becomes  necessary 
to  state  the  actual  cost  of  each,  for  the  purpose  of 
making  a  practical  applic.ition  to  the  several  chan- 
nels of  trade  between  t!se  interior  and  the  sea 
coast. 

In  arriving  at  these  g-  neral  results,  it  will  not 
be  necessary  to  regard  tli  ose  fluctuations  of  trade 
and  commerce,  tending  to  increase  or  diminish  the 
cost  of  transport,  which  are  of  only  a  temporary 
character. 

The  following  table  furnishes  the  distance  travell- 
ed by  sailing  vessels,  and  the  ordinary  charges  to 
England,  France,  and  the  West  Indies  and  South 
America,  by  which  it  will  be  seen,  as  has  been 
previousaly  remarked,  tli.it  the  charges  from  New 
York  to  the  principal  importing  ports  of  the  world, 
are  less  than  from  any  other  American  city.  The 
tables  furnish  the  charges,  and  the  cost  may  be 
assumed  at  two-thirds  of  ( heir  charges : — 


■^ ' ;'  .  •.       Thble  of  Charges. 

-:.-     V          To  Liverpool 
•v                           Per.  ton. 

To 

Havre. 

'  ' 

Per  ton. 

•          ...  ^  •  ,.          •-.-...   . 

Voy-    Per 

Voy-  Per 

Miles. 

age.    Mile. 

Miles. 

age.  Mile. 

From 

Mills. 

Mills. 

Quebec...  2910  SI  1  00    8.75 

3130 

•••e           «••• 

Boston 3020 

5  25    1.74 

3000  $6  00  1.67 

New  York.. 3160 

5  00     1.60 

8381 

4  50   1.35 

Philadelp'a.3296 

5  50    1.70 

3386 

6  00  1.47 

Baltimore.. 3530 

6  75     1.60 

3620 

6  00  1.65 

Richmond.  3395 

6  00    1.70 

3485 

6  00  1.72 

N.  Orleans. 4755 

7  50    1.60 

4846 

7  60   1.64 

To  Havana. 

To  Rio  Janeiro. 

Per  ton. 

^ 

Per  ton. 

-'■  ■  ■'. 

Vov-  Per 

Voy-  Per 

Miles. 

ago.     Mile. 

Miles. 

ago.   Mile 

From 

Mills. 

Mills. 

Quebec ....  1950 

,  , 

6010 

•■••        .••> 

Boston 1480 

S4  00    2.70 

5310  S4  00  0.76 

New  York.. 1250 

3  00    2.40 

5240 

4  00  0.76 

Philadelp'a.l220 

4  00    8.27 

6000 

6  00  1.00 

Baltimore.. 1215 

5  00    4.11 

6000 

6  00  1,20 

Richmond..  11 70 

5  60    4.70 

6000 

6  00  1.20 

N.  Orleans.  595 

4  00    6.72 

6555 

7  00  1.06 

The  rates  of  freight  specified  may  be  considered, 
(they  are  as  far  .is  can  bo  ascertained,)  a  fair  av- 
erage freight  of  vessel's  capacity  for  the  past  three 
years.  To  Rio  Janeiro  the  freights  are  low  propor- 
tionately, as  the  return  freights  are  generally 
good. 

Table  of  the  cost  of  Transport  per  ton  per  mile. 
Ocean,  long  voyage 

"      short    "        

Lakes,  long  voyage 

"       short       "     ^ 

Rivers,  Hudson  and  of  similar  charac'r 

"        St.  Lawarence  and  Mississippi 

"        tributaries  of  " 

Canals,  Erie  enlargement . 


1  Mill 
2  to  4  '' 

2  " 
8  to  8  " 

2.5" 

8  " 
6  to  10  "a 

4  " 


"      other  large  but  shorter 5  to  6 

"      ordinary  size 6 


i< 
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with  great  lockage    6  to  8  " 

Railroads  transporting  coal 6  to  10  " 

"     not  for  coal,  favorable  lines  and 

grades 12.6" 

"     not  for  coal,  steep  grades,  &c. .   16  to  26  "^ 

Applying  these  rates  to  the  transportation  of 

freight  between  the  Eastern  end  of  Lake  Erie  and 

the  Atlantic  ports,  gives  the  cost  for  the  several 

routes  as  follows : — 

Ist.  By  Welland  canal.  Lake  Oontario,  and 
Oswego  and  Erie  canals  enlarged, 

and  Hudson  river* $2  43 

2d.    By  Erie  canal  enlajged  and  Hudson  riv- 
er to  New  York 2  62 

3d.    By  the  Canadian  canals  and  t^e  St. 

Lawerence  to  Quebec 2  68 

4th.  By  the  Welland  canal.  Lake  Ontario, 
the  Oswego  and  Erie  canals  and 

Hudson  river  to  New  York 2  94 

6th.  By  the  Erie  c«n»l  «nd  the  Hadsoo  riv< 
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3  16 


6tb. 


7th. 


3  43 


19 


02 


er  to  New  York 

By  the  Welland  canal,  Lake  OntariOj 
St.  Lawrence,  proposed  Canghana- 
waga  canal,  Cbamplain  Lake  and 
canal,  and  the  Hudson  river  to  New 

York 

By  the  New  York  Central  Raihoad  and 
the  Hudson  river 6 

8th.  By  the  Welland  canal,  Lake  Ontario, 
and  Odcnsburg  and  Massachusetts 
Railroads 8 

9th.  By  the  New  York  and  Erie  Railroad  to 

New  York 8  43 

It  appears  therefore  that  after  the  Erie  Canal  if 
enlarged,  it  will  be  the  cheai>est  channel  of  trade 
between  Lake  Erie  and  the  Atlantic ;  but  there  is 
now  a  difference  in  the  cost  of  transportation,  in 
favor  of  the  route  by  the  Canadian  Canals  to  Que- 
bec. 

Applying  the  foregoing  rates  to  the  several 
routes  between  different  points  on  the  Ohio,  and 
Mississippi,  and  the  seaboard,  gives  the  following 
results : — 

The  cost  per  ton  from  New  York  by  the  Erie 
Canal,  Lake  Erie  to  Cleveland,  and  the  Ohio  canals 
to  Beaver,  is  S4,77, 

The  same  from  New  York  to  Cleveland,  and  the 
Ohio  canal  to  Por'rf mouth,  is  $6,97  ;or  by  way  of 
Beaver  and  the  Ohio  river,  $6,85. 

The  same  from  New  York  to  Toledo  and  the 
Ohio  canal  to  Cincinnati,  is  S6,82. 

The  same  from  New  York  to  Toledo  and  the  In- 
diana canal  to  Evansville,  is  S6,99. 

The  cost  from  New  York,  by  the  Erie  canal  and 
the  great  lakes,  to  Chicago,  thence  to  Peru,  and 
the  Illinois  and  Mississippi  rivers  to  St.  Louis,  is 
S7,09,  and  to  Cairo  is  S7,61. 

The  cost  per  ton  from  the  capes  of  the  Delaware 
through  the  Delaware  and  Chesapeake,  and  the 
Pennsylvania  canals,  Portage  railroad  and  Ohio 
riyer  to  Beaver,  is  S4,69;  to  Portsmouth,  $5,67  ; 
to  Cincinnati,  $5,98 ;  to  Evansville,  $6,96 ;  to  Cai- 
ro, $7,54C, 

The  sanTd  from  the  capes  of  the  Delaware  by 
Philadelphia,  the  Union  canal  and  to  Beaver,  as 
before,  is  $4,31 ;  to  Potsmonth,  $5,39;  to  Cincin- 
nati, $5,70 ;  to  Evansville,  $6,68 ;  to  Cairo,  $7,26. 

The  cost  per  ton  from  the  capes  of  Virginia  to 
Baltimore,  and  thence  by  the  Baltimore  and  Ohio 
railroad  to  Wheeling,  is  $6,99. 

The  cost  per  ton  from  the  capes  of  Virginia  to 
Richmond,  thence  by  the  James  River  canal  and 
the  Kanawha,  and  Ohio  rivers  to  Potsmouth,  is 
$4,11;  Cincinnati,  $4,42;   Evansville,  $6,40;  Cai 
or,  $6,98. 

The  cost  per  ton  from  St.  Louis  to  New  Orleans 
including  the  extra  cost  of  drayagc  and  shipment 
at  New  Orleans,  is  $fJ,89. 

From  the  above  statement  it  will  be  seen  that 
the  Pennsylvania  canals  reach  the  Ohio  river  at 
Beaver  and  Portsmouth  46  cents  per  ton  cheaper 
than  the  New  York  and  Ohio  canals — Cincinnati, 
Evansville  and  Cairo,  12  cents  cheaper. 

The  Virginia  canal,  if  completed,  would  reach 
the  Ohio  river  at  Portsmouth  $1,74  per  tf^n  cheap- 
er than  the  New  York  and  Ohio  canals :  and  Cin- 
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cinnati,  Evansville  and  Carlo,  $1,40  cheaper .f 

The  dividing  line  of  trade  between  th  Pennsyl- 
vania and  New  York  canals,  is  46  miles  north  of 
Beaver  and  Portsmouth,  and  12  miles  north  of 
Cidtknati  and  Evansville ;  but  whcu  the  enlarge- 
ment of  the  Erie  canal  is  completed,  the  dividing 
line  of  trade,  in  accordance  with  the  sane  princi- 

*  To  the  cost  of  the  inoNeiuont,  in  each  of  the  above  cases, 
h««  been  added  a  price  per  ton  which  would  on  a  movement  of 
two  millions  of  tons  per  annum,  pay  the  annual  cost  uf  mainten- 
ance, and  interest  at  7  per  cent  on  the  co^tortlie  artiflcial  works 
tbroujj^  which  the  several  routes  pass.  In  the  case  of  the  en- 
largement of  the  Erie  canal,  the  movement  is  takbu  at  •  r  mil 
liooa  of  tons,  in  consequence  of  it^  greater  capacity. 

t  The  Legislature  of  Virginia,  at  its  last  session, 
decided  to  abandon  the  water  line  across  the 
mountains,  and  a  railroad  is  now  being  built,  in- 
stead of  the  canal.  This  increases  the  cost  of 
traQsportation  by  that  route,  .uid  prevents  its  con- 
sideratiOD  as  a  coiup<.  litor  witU  t^c  New  York  c*- 


pies,  will  be  extended  to  the  Ohio,  and  for  a  dis- 
tance of  30  miles  up  that  river  from  Beaver  (say 
to  Pittsburgh,)  and  will  embrace  all  of  the  trade 
below  that  point,  until  it  is  intercepted  by  that 
which  will  descend  to  New  Orleans. 

The  dividing  line  of  trade  between  New  Orleans 
and  the  New  York  canals,  is  now  above  the  mouth 
of  the  Illinois  river,  but  when  the  Erie  canal  is  en- 
larged with  the  advantages  of  the  New  York  mar- 
ket, and  the  facility  of  foreign  shipment  therefrom, 
it  will  be  extended  to  the  Mississippi,  at  least  as 
far  down  as  the  month  of  the  Ohio. 

The  completion  of  the  enlargement  of  the  Erie 
canal  .will  reduce  the  expense  of  transportation 
about  seventy-five  cents  per  ton,  which  will  in- 
crease the  area  of  the  drainage  of  its  trade  as  far 
as  that  sum  will  transport  by  land  or  water,  and 
will  also  increase  the  amount  of  trade  within  the 
present  drainage  by  permitting  the  exportation  of 
many  articles  of  large  bulk,  and  small  value,  whick 
arc  restrained  at  the  present  time,  by  the  cost  of 
transportation.  This  extension,  as  will  be  seen  by 
the  application  of  the  rates  given  in  the  preceding 
table,  is  equad  to  two  hundred  and  fifty  miles  on  a 
river  similar  to  the  Ohio ;  one  hundred  and  fifty 
on  an  ordinary  canal :  fifty  miles  o;i  a  railroad  ; 
and  five  to  seven  miles  on  common  roads  where 
these  distances  are  not  met  by  competing  lines, 
and  one  half  of  those  distances  where  they  are  so 
met. 

The  accompanying  map  shows  the  routes  of  the 
channels  of  trade  which  have  been  above  discuss- 
ed, and  also  the  districts  affording  the  trade  of  the 
several  channels.  The  last  annual  report  and  its 
accompanying  tables  furnish  full  statistics  of  this 
trade. 

The  foregoing  tables  show  the  relative  cost  of 
transport  by  each  route,  allowing  on  each,  a  sum 
which  will  pay  the  interest  on  the  expenditure 
which  has  been  made  to  construct  the  artificial 
works  on  them.  They  do  not  include  the  tolb 
which  are  charged  to  reimburse  the  cost  of  the 
works,  nor  the  charges  which  are  necessary  to  be 
paid  to  the  forwarders. 

If  such  tolls  and  charges  are  mude  upon  the 
same  basis  upon  each  route,  the  exj^enso  of  trans- 
portation would  be  in  the  same  ratio  as  the  cost, 
charges  given  in  the  preceding  tables,  while  the 
actual  charges  would  probably  be  iu  each  case, 
about  double  the  cost  charges. 

The  annexed  table  marked  C  shows  the  charges 
on  the  principal  water  and  railroad  lines,  accor- 
ding to  the  last  published  rates. 

. THE  COMrARATIVE  COST,  CAPACITY  AND  REV- 
ENUE OP  THE  ERIE  CANAL  AND  THE  PARALLEL 
RAILROADS,  A.ND  THE  COST  AND  CHARGES  OF 
TRANSPORTATION  THEREON. 


* 


these  two  roads  during  toe  last  year  was  less  than 


one  hundred  and  twenty 


1 4^ 


*«6 


thousand  tons. 


The  cost  of  the  original  Erie  Canal  was  $7,143,- 
789  86,  and  its  estimated  cost  when  enlarged,  in- 
cluding the  cost  of  the  original  canal,  is  about 
thirty-five  millions  seven  hundred  thousand  dol- 
lars. 

The  cost  of  the  Erie  Canal,  with  the  equipment 
necessary  to  perform  its  business  corresponding  to 
that  of  the  Railroads,  is,  for  the  original  Canal, 
eleven  millions  of  dollars,  and  for  the  enlarged 
Canal,  similarly  equipped,  would  be  forty-six  mil- 
lions of  dollars. 

The  cost  of  the  New  York  C.entral  Railroad,  in- 
cluding its  equipment,  was  twenty-two  millions  ol 
dollars,  and  of  the  New  York  and  Erie,  thirty-five 
millions. 

The  capacity  of  the  Erie  Canal  as  originally 
constructed,  was  equal  to  one  and  a  half  millions 
of  tons  carried  through,  and  when  enlarged,  it  will 
be  equal  to  seven  millions  of  tons.  The  tonnage  ol 
last  year  moved  upon  all  the  Canals,  was  4,247,- 
853  tons ;  but  the  reports  from  the  collectors  of 
tolls  do  not  show  how  much  of  this  tonnage  was 
moved  on  the  Erie  Canal,  nor  how  much  of  it 
passed  through  the  whole  length. 

The  tonnage  of  freight  moved  on  the  New  York 
Central  Railroad,  the  last  year,  was  about  360,000 
tons,  aod  on  the  New  York  aud  Erie,  was  031,039 
tons. 


The  tolls,  at  the  present  rates  due  to  the  capaci- 
ty of  the  Erie  Canal,  aa  originally  constructed, 
would  be  tw«  and  a  half  I  millions  of  dollars,  and 
adding  the  charges  of  thi  forwarders,  its  rerenne 
would  be  six  millions  of  dollars  per  armum. 

The  tolls  due  to  the  i  opacity  of  the  enlarged 
Canal,  when  performing  i\»  complement  of  busi- 
ness, and  at  the  present  n  .te  of  tolls,  would  be  ten 
millions  of  dollars,  and  by  adding  the  charges  of 
the  forwarders,  its  revcnu  ;  would  be  nearly  twice 
tliat  sum. 

The  capacity  of  both  of  :,hese  roads,  with  double 
tracks,  and  fully  equippec ,  and  in  operation  th^ 
whole  year,  while  doing  i  passenger  business,  is 
equal  to  that  of  a  canal  ol  the  original  size  of  the 
Erie,  or  one  and  a  half  mi  lions  of  tons  per  annum. 
The  a  St  of  transportatic  n  on  the  Erie  Canal,  in- 
cluding its  repairs  and  maintenance,  and  the  ex- 
penses of  the  forwarders  i  i  five  mills  per  ton  per 
mile. 

The  cost  of  transportation  of  freight  on  the  Cen- 
tral Railroad,  including  it;ms  of  expense,  corres- 
ponding to  those  above  sU  ted,  was  nineteen  mills 
per  ton  per  mile,  aud  on  t  iie  N'ew  York  and  Eric, 
was  thirteen  mills. 

The  charges  for  the  tn  .nsportation  of  all  the 
freight  on  the  Canals  in  1(153,  including  tb«  tolb 
paid  to  the  States,  avera  ^  one  cent,  and  one 
mill  per  ton  per  mile. 

The  charges  for  the  transportation  of  all  freight 
on  the  Central  Rallrad,  av  eraged  three  cents  aud 
four  mills  per  ton  per  milt ,  and  on  the  New  York 
and  Erie  averaged  two  cen  ts  and  four  mills.* 

The  subject  of  internal  improvements  of  this 
state  cannot  be  properly  (>xamiued  without  con- 
sidering the  canals  and  railroads  as  parts  of  a  sin- 
gle system,  and  not,  as  hajjj  been  erroneously  sup- 
posed, as  two  systems  ant  tgonistic  to  each  other. 
It  has  been  asserted  that  the  revenue  of  the 
canals  has  been  stationary  or  dimiuisbing  for  seve- 
ral years  past,  and  that  ths  is  owing  to  the  com- 
petition of  the  trunk  lines  o  f  railroads  of  this  st*te. 
This  alledged  diminution  ot  revenue  on  the  canal 
has  been  contrasted  with  |the  increased  receipts 
upon  the  railroad  lines  mentioned,  and  the  opinion 
expressed  that  the  competition  of  the  latter  would 
reduce  the  revenue  of  the  canals  or  render  it  sta- 
tionary by  diverting  a  portfon  of  its  business. 

For  the  purpose  of  showing  the  incorrectness  of 
these  opinions  and  statements,  it  is  necessary  to 
compare  the  nature  and  aibount  of  business  done 
by  these  roads  with  that  of  the  canals,  and  to  ao- 
certaia  the  efjRsct  of  the  fohner  upon  the  latter. 

The  first  error  is  iu  a^iiming  to  make  a  com- 
parison between  the  f.eccipti  of  a  railroad  compaay 
and  the  tolls  which  are  collfeted  on  the  canals  l^ 
the  state,  as  the  former  embrace  the  expeaaw 
necessary  for  keeping  the  works  and  machinery  in 
repair,  to  pay  the  interest  on  the  capital  invested, 
and  to  reimburse  the  principal,  and  also  the  vkoU 
expenses  arid  profit  rkarged  vpon  the  business 
done,  while  the  latter  embrace  only  the  charges 
necessary  to  keep  the  works  in  repair  and  the  pay- 
ment of  the  interest  and  the  principal  expended 
upon  their  construction,  and  wholly  omil  the 
charges  of  the  forwarders  for  the  movement  of  the 
traffic. 

The  charges  thus  omitted  embrace  more  than 
half  of  the  whole  cost  of  transportation  upon  th« 
oanal. 

The  second  error  is  made  by  including  in  the 
comparison  the  sum  collected  by  the  railroads  for 
the  conveyance  of  passengers,  while  existing  cir- 
cumstances prevent  any  of  this  portion  of  the  busi- 
ness from  seeking  the  canals. 

This  item  forms  the  largest  a^noont  of  the  re- 
ceipts of  the  railroads  in  question. 
The  third  error  is  the  assumption   that  the 


*  There  were  one  hundred  and  thirty  thousand 
tons  of  lumber,  and  sixty-five  thousand  tons  of 
coal,  carried  on  the  New  York  and  Erie  Railroad 
in  1853,  at  a  charge  of  one  and  a  third  cents  per 

I  Km  per  mile,  which  reduced  the  average  cbaife 
below  that  of  the  Central, 
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freighting  business  done  by  the  railroads  has  been 
diverted  from  the  canals,  when  by  an  examina- 
tion of  that  business  it  will  be  seen, 

Ist.  That  the  charges  of  railroad  transportation 
being  necessarily  much  higher  than  those  of  the 
canal,  by  taking  the  receipts  instead  of  the  ton- 
nage, the  comparison  made  is  fallacious. 

2nd.  That  a  laree  portion  of  this  freighting  busi- 
ness was  the  transportation  of  articles  which  would 
not  have  offered  itself  to  the  canal  had  there  been 
no  parallel  railroads. 

8rd.  That  many  of  .these  articles  being  perisha- 
ble could  not  be  carried  on  the  canals  without 
serious  loss  to  the  owners. 

4th.  That  the  largest  portion  of  the  freighiing 
business  done  by  the  railroads  in  question,  is 
during  that  portion  of  the  year  when  the  canals 
are  closed  by  frost. 

5th.  That  the  largest  portion  of  the  freighting 
business  is  the  local  business  of  the  roads,  which 
could  not  reach  the  canals  without  in  many  cases 
increasing  the  cost  of  transport  beyond  the  value 
of  the  article. 

And  finally,  that  the  very  roads  in  question 
and  their  tributaries  (fexcepting  the  Northern) 
bring  a  larger  amount  of  freight  to  the  canal 
than  they  convey  of  its  appropriate  business  to 
market. 

These  several  positions  will  be  sustained  by  the 
following  statements  : 

.  F^irst.  The  total  sum  paid  for  transportation  on 
the  canals  in  1862  is  ascertained  to  bo  about 
$6,400,000,  which  .must  be  considered  as  the  ac- 
tual receipts  of  the  canals  in  making  a  comparison 
with  those  of  the  railroads.  The  part  of  this  sura 
collected  for  tolls  was  $3,118,244,  or  less  than  one 
half  of  the  whole  of  the  receipts. 

If  this  business  had  been  performed  on  either  of 
the  two  roads  in  question  at  their  present  charges, 
it  would  have  cost  the  people  oiw  thirteen  miUions 
of  dollars  for  its  tr»nsportation. 

The  rate  of  the  tolls  were  materially  reduced 
in  1851,  and  again  in  1852.  In  the  last  mentioned 
year  the  reduction  was  from  twenty-five  to  forty 
per  cent,  on  some  of  the  leading  articles,  amount- 
ing to  over  three  hundred  thousand  dollars. 

The  tonnage  of  the  canals  for  the  last  ten  years 
shows  an  increase  in  their  business  in  each  succes- 
sive year,  which  would  not  be  inferred  from  a 
statement  of  the  tolls  merely. 

Second.  The  receipts  from  passengers  on  the 
Northern,  Central,  and  New  York  and  Erie  Rail- 
roads In  1853  exceeded  four  millions  of  dollars, 
and  were  nearly  as  large  in  1852.  In  1851  they 
were  about  three  and  a  half  millions  of  dollars. 
The  sums  exceeded  the  amount  received  for  the 
transportation  of  freight  during  that  period. 

Third.  .It  has  been  previously  stated  that  the 
charges  for  the  transportation  of  freight  carried 
on  the  New  York  and  Erie  Railroad  were  more 
than  double,  and  of  the  Central  more  than  three 
times  those  charged  for  the  freight  carried  on  the 
canal. 

The  number  of  tons  carried  on  the  canals  in 
1853,  was  4,247,843,  moved  an  average  distance  of 
about  200  miles,  while  the  tonnage  of  the  railroads 
referred  to  was  1,200,000  tons,  moved  an  average 
distance  of  less  than  100  miles. 

Tables  of  the  tonnage  and  value  of  all  the  arti- 
cles transported  on  the  Erie  Canal  and  the  Central 
Railroad  from  1848  to  1852,  show  the  distribution 
of  the  appropriate  business  upon  the  canal  and  up- 
on the  railroad,  where  they  are  contiguous  and 
parallel. 

Tho  abstract  of  these  tables  was  given  in  the 
last  report  as  follows  : 

Of  the  articles  of  fur  and  peltry,  live  stock,  pork 
in  tho  hog,  cheese,  butter,  wool,  hides,  peas  and 
beans,  dried  fruit,  cotton,  hemp,  grass  and  clover 
seed,  hops,  domestic  spirits.  leather  and  furniture, 
domestic  woollens  and  cottons,  and  oysters  and 
clams,  there  were  transported  upon  the  canals  for 
the  four  years  named,  311,518  tons,  and  upon  the 
railroads,  131,871  tons— a  proportion  of  2.36  to  1, 
while  the  proportion  of  the  whole  tonnage  is  as  32 
tol. 

The  value  of  the  first  named  quantity  was  $68,- 


191,776,  and  that  of  tho  latter,  $32,783,161,  show- 
tng  a  value  of  that  carried  on  the  canals  of  $219.- 
86  per  ton,  and  that  upon  the  railroa<ls  of  $248.60 
per  ton. 

Of  the  articles,  boards  and  scantling,  shingles, 
limber,  staves,  woofl,  lard,  lard  oil,  tallow,  flour, 
wheat,  rye,  corn,  corn  meal,  barley,  oats,  other 
§rain,  bran  and  ship  stuffs,  potatoes,  beer,  linseed 
oil,  oil  cake,  starch,  agricultural  implements,  iron, 
machines,  and  salt,  there  were  transported  upon 
the  canal-s  for  the  four  years  named,  9,172,995  tons, 
and  upon  the  railroads,  84,614  tons — a  proportion 
of  108.4  to  1,  while  the  proportion  for  the  whole 
tonnage  is  as  32  to  1. 

The  value  of  the  first  named  quantity  was  $165,- 
720,693,  and  that  of  the  latter,  $2,983,837,  show- 
ing a  value  per  ton  of  that  carried  upon  the  canals 
of  $18.06,  and  that  carried  upon  the  railroads  of 
$35.26. 

Of  all  the  other  articles  named  in  the  table, 
there  were  transported  by  the  canals,  2,357,902 
tons,  and  upon  the  railroads,  142,444  tons  ;  having 
values  of  $215,330,638  and  $28,203,109,  or  $91.32 
and  $196.61  per  ton  respectively. 

By  careful  inspection  of  the  table  referred  to,  it 
appears  that  the  following  causes  transferred  the 
carriage  of  freight  to  railroads  running  parallel  to 
and  adjoining  the  State  canals,  even  during  the 
lime  the  former  was  subject  to  the  payment  of  the 
same  tolls  as  were  charged  upon  the  canals. 

1st.  The  entire  suspension  of  navigation  for  a 
period  averaging  about  five  months  iu  each  year. 

2d.  The  fluctuating  price  and  demand  in  mar- 
ket f«r  such  articles  as  butter,  cheese,  live  cattle, 
sheep  and  hogs,  which  also  require  the  most 
speedy  means  of  transit  to  prevent  the  loss  of 
weight,  quality  and  value,  while  undergoing  trans- 
portation. 

3d.  The  transportation  of  articles  of  such  value 
and  great  bu'k  as  fur  and  peltry,  wool,  hops,  fur- 
niture, and  domestic  woollens  and  cottons,  for 
which  the  railroad  is  better  adapted  than  the  ca- 
nal, by  reason  of  the  much  greater  proportion  of 
room  to  tonnage  in  the  freight  car  than  in  a  canal 
boat,*  and  the  less  time  occupied  by  railroad 
trains  in  bringing  these  commodities  (which  are 
easily  handled)  to  market;  an  object,  in  itself, 
sufficient  to  induce  tlie  consumer  or  manufacturer 
to  pay  the  extra  cost  of  railroad  transportation. 

4th.  Western  merchants  who  obtain  the  whole 
of  their  stock  in  New  York,  can,  afford  to  pay  the 
extra  cost  of  railroad  transportation  on  light  mer- 
chandize, and  thereby  compete  with  those  who 
purchase  in  nearer  but  more  expensive  markets. 
The  cheaper  mode  of  transport,  canal  navigation, 
at  the  same  time  affords  the  means  of  delivering 
heavy  goods  at  a  less  expense  than  by  other  modes, 
but  occupies  a  longer  time. 

In  addition  to  these  causes,  it  may  be  added  that 
the  most  convincing  proof  of  the  performance  of 
the  respective  duties  of  the  two  great  channels  of 
trade,  aa  above  stated,  is  shown  by  the  average 
value  of  the  articles  transported  upon  each  ;  that 
upon  the  canals  being  for  the  four  years  before 
named  $48.68  per  ton,  and  upon  the  railroads 
$227.41. 

Thus  the  conclusions  are  arrived  at,  that  those 
products  and  articles  which  are  now  profitably 
transported  over  the  railroads,  cohUI  not,  in  most 
instances,  be  moved  upon  the  canal  without  seri- 
ous loss  to  the  owner  or  producer,  and  that  the 
diversion  of  this  business  from  onr  navigable 
channels  has  served  to  augment  the  legitimate  bu- 
siness of  the  Erie  Canal. 

An  inspection  of  table  R,  in  the  appendix  of  last 
year's  report,  shows  the  tons  of  all  articles  deliv- 
ered at  tide- water,  by  canals  and  railroads,  during 
the  years  1848  to  1851,  inclusive,  and  fully  sus- 
tains the  views  expressed  in  the  foregoing  pages. 

The  following  is  a  classified  statement  of  the 
freighting  business  done  on  the  New  York  Central 
and  the  New  York  and  Erie  Railroads,  for  the 

*  The  average  capacity  of  a  freight  car  dosigned  for  carrying 
eight  tons,  is  250.75  eubic  foot  per  ton,  and  of  the  present  largest 
cla6S  canal  boat8,  intending  to  carry  nbety  tons,  is  69.6  cubic 
ftet  per  ton,  and  for  boats  on  the  enlarged  canal,  is  82.4  cubic 
feet  per  joa 


months  of  August  and  September,  1853.  The  re- 
ports of  the  several  companies  consolidated  under 
the  name  of  the  New  York  Central  do  not  furnish 
the  means  of  extending  the  comparison  for  the 
whole  year : — 

.i;,^;,  ..  New  York    New  York 

: ,  ,,  and  Erie,    and  Central. 

'  '     •  Tons.  Tons. 

The  product  of  the  forest,      25,569  2,438 

The  product  of  animals,         19,632  25,728 

Vegetable  food,  14,001  18,587     ' 

Other  agricultural  products,     1,701  8,464 

Manufactures,  14,746  6,286 

Merchandise,  12,666  12,846     ' 

Other  articles,  miscellaneous,  36,069t  3,846 


Total  tons,  124,854         73,140    r 

Equivalent  tons  moved  :. 

one  mile,  19,202,049  10,861,290 

Average   movement  of  •:■ 

each  ton,  miles,  154  148     ." 

Whole  length  of  road,  -i 

miles,  446  300     • 

The  above  table  exhibits  the  cause  of  the  redu- 
ced average  rate  of  charges  for  transportation  on 
the  New  York  and  Erie  below  that  of  the  Central, 
in  the  fact  of  the  former  road  carrying  so  large  a 
proportion  of  the  product  of  the  forest  and  mines, 
necessarily  at  a  low  rate,  and  thus  reducing  the 
average.  '■ 

Thus  it  appears  that  all  of  the  heavy  articles 
and  those  not  requiring  a  speedy  transit,  were  car- 
ried on  the  canal,  when  a  choice  between  the  two 
was  afforded;  that  these  articles  were  carried  io 
the  canal  by  the  railroads  when  it  was  accessible, 
and  that  they  were  only  carried  on  the  railroads 
from  districts  inaccessible  to  to  the  canals,  and 
then  frequently  at  rates  so  near  the  cost  of  trans- 
port as  to  afford  but  little  or  no  profit  to  the  rail- 
road company. 

The  tables  accompanying  the  last  annual  Report 
furnish  the  means  of  ascertaining  the  proportions 
of  local  freight  and  its  character,  carried  by  the 
three  trunk  lines  of  railroads  in  this  State  in 
1852.       ,   .'.\:;v;  ■:,..,. 

Freight  carried  in  1852. 
Whole.     Local.     Through. 
181,806      67,646     114,160 
311,000     279,718      81,287 
456,462    409.615      46,841 


Northern  Railroad,. . 
New  York  Central,.. 
New  York  and  Erie. 


Total  of  Cent'l  &  Erie,  767,462    689,328      46,841 
The  local  freight  which  was  carried  on  the  Cen- 
tral and  Erie  Railroads  in  1852,  was  90  per  cent, 
of  the  whole  tonnage. 

The  returns  of  the  Erie  and  Central  Railroads 
for  1S53,  show  the  following  result : 

.      ,..         Tonnage  for  1853. 
'   '      "         ■       "Whole.     Local.  Through. 
New  York   Central,...   360,000    284,950    75,060 
New  York  &  Erie, ....   630,039    554,934     75,005 

The  local  tonnage  of  the  above  roads  is  thus 
shown  to  be  85  per  cent,  of  the  whole. 

The  local  freight  on  the  Northern  road  was  but 
thirty  per  cent,  of  the  whole  tonnage. 

The  character  of  the  local  and  through  freight 
on  the  Northyru  road  is  essentially  different  from 
that  on  the  Central  and  on  the  Erie.  The  pro- 
docts  of  the  forest  were  wholly  local.  The  pro- 
ducts of  animals  was  one-third  local.  Agricyl^ral 
products  and  merchandise  were  nearly  all  through. 
Manufactures  and  other  articles  were  about  equal- 
ly divided  between  local  and  through. 

This  road  connects  with  the  net-work  of  the 
New  England  roads  at  Lake  Champlain,  and  as 
there  is  a  large  deficiency  of  agricultural  products 
in  the  interior  of  that  district  for  home  consump- 
tion, she  receives  her  imports  of  such  articles 
chiefly  through  the  Northern  Railroad,  which  ac- 
counts for  the  large  through  transportation  of 
those  articles  over  that  road. 

On  the  New  York  an  Ejie  Railroad  the  products 
of  the  forest,  and  manufactures,  and  miscellaneous 
articles  were  almost  wholly  local.    The  products 
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of  agriculture  and  of  animals,  were  four-fifths 
local,  and  merchandise  was  nearly  three-fourths 
local. 

VI.    ANALYSIS    OF  THE    PRESENT   BUSINESS    OV  THE 
CANALS. 

The  annexed  table  D,  furnishes  a  comparative 
statement  of  the  tonnage  and  tolls  of  all  and  each 
of  the  canals,  of  that  arriving  and  that  leaving 
tide-water,  of  the  tonnage  shipped  from  the  west- 
ern termini ;  of  that  from  this  and  the  western 
states,  the  tonnage  and  tolls  of  the  several  classes 
and  of  some  of  the  principal  articles  of  each  class 
transported. 

This  table  has  been  made  by  taking  the  ton- 
nage and  tolls  of  all  the  canals  as  a  standard,  and 
stating  the  proportions  which  each  of  the  canals, 
shipments,  classes,  and  articles  named  bear  to  the 
amount  of  all  the  canals.  A  glance  at  the  tables, 
as  thus  arranged,  is  sufficient  to  furnish  the  reader 
with  a  tolerably  correct  idea  of  the  relative  busi- 
ness done  upon  each  canal,  at  the  chief  localities, 
and  in  the  transportation  of  each  of  the  classes 
and  articles  carried. 

The  following  deductions  from  these  tables  will 
serve  to  present  some  of  the  more  striking  points 
in  the  business  performed  : 

Fhrst — That  while  the  tonnage  upon  the  Erie 
canal  is  but  little  more  than  one-half  of  the  total 
tonnage  of  the  canals,  the  receipts  for  tolls  are 
three- fourths  of  the  whole  receipts. 

Second — That  while  the  tonnage  of  the  Oswego 
and  Champlain  canals  forms  nearly  one-third  of 
the  whole  tonnage,  the  receipts  for  tolls  on  both 
are  sixteen  per  cent,  of  the  whole ,  and  while  that 
of  the  Chemung,  Genesee  Valley  and  Cayuga  ca- 
nals forms  one-ninth  of  the  whole  tonnage,  the 
receipts  for  tolls  on  them  are  eight  per  cent  of  the 
whole.  . 

Third — That  the  tonnage  arriving  at  tide-water 
is  nearly  three-fifths  of  the  whole ;  that  leaving 
tide-water  is  about  one-seventh  ;  and  that  shipped 
elsewhere  is  about  three-tenths  of  the  whole  ton- 
nage. 

Fourth — That  the  tonnage  shipped  at  Lake  Erie 
is  nearly  one- fifth,  at  Oswego  nearly  one-eighth, 
and  at  Whitehall  one-twelfth  of  the  whole  ton 
nage. 

I^^ifth — That  the  tonnage  from  the  western  states 
forms  one-third,  and  thai  from  this  sta^e  two-thirds 
of  the  whole  tonnage  carried. 

In  this  classification  of  the  articles  transported 
the  following  deductions  are  made  from  the  ta- 
ble :— 

First — That  the  tonnage  of  the  products  of  the 
forest  is  four-tenths ;  of  vegetable  food  one-fourth ; 
of  merohandize  and  other  articles  each  one-eighth ; 
while  the  receipts  for  tolls  from  the  first  are  but 
one-fifth,  from  the  second  fonr-tenths,  from  the 
third  nearly  one-fourth,  and  from  the  fourth  but 
one-twenty-fifth  of  the  whole. 

The  tonnage  of  manufactures  being  five  percent 
and  the  tolls  four  per  cent,  and  the  tonnage  and 
tolls  of  the  products  of  animals  being  each  but  two 
per  cent  of  the  whole. 

Second — That  the  tonnage  of  lumber  is  about 
one-fourth  of  the  whole,  .and  the  receipts  for  tolls 
one-eighth ;  that  the  receipts  for  flour,  wheat,  and 
com  is  about  one-fourth,  while  the  tolls  are  over 
one-third. 

Third — That  timber,  salt  and  railroad  iron  form 
each  four  per  cent  of  the  tonnage,  while  the  tolls 
of  the  two  former  are  two,  and  of  the  latter  one 
per  cent  of  the  whole. 

The  foregoing  statements  and  deductions,  have 
been  made  from  the  report  of  tolls,  trade  and  ton- 
nage as  prepared  by  the  Auditor. 

The  tonnage  and  tolls  due  to  the  movement  on 
each  of  the  canals  cannot  bo  ascertained  from 
these  reports,  as  they  only  show  the  tonnage  clear- 
ed at  each  collector's  office,  and  the  whole  tolls 
collected  thereon,  whether  the  articles  are  convey- 
ed on  one  or  more  of  the  canals. 

Thus  the  tonnage  of  lumber  shipped  at  Bufialo 
m  1852  was  81,102  tons,  and  the  tolls  collected 
thereon  were  S69,844.  If  this  was  all  white  pine, 
carried  on  boats,  the  amount  of  the  tolls  shows 
toat  it  bad  a  total  movement  newly  equal  to  that 


of  one  ton  moved  twenty  millions  of  miles,  or  near- 
ly equal  to  an  average  movement  of  56,000  tons 
from  Buffalo  to  tide-water.' 

The  tonnage  of  lumber  shipped  at  Oswego  is 
147,086  tons,  and  the  tolls  collected  thereon  were 
$64,800,  which  shows  a  total  movement  equal  to 
that  of  one  ton  moved  over  twenty-one  millions  of 
miles,  which  for  the  length  of  that  canal  (38  miles) 
would  be  equal  to  an  average  movement  of  near- 
ly 570,000  tons  from  Oswego  to  Syracuse,  which 
is  absurd,  and  should  be  106,000  tons  to  tide- 
water. Three-fourths  of  the  movement  of  this 
tonnage,  and  of  the  tolls,  is  therefore  evidently  due 
to  the  Erie  canal,  and  one-fourth  only  to  the  Os- 
wego. 

The  tonnage  and  tolls  on  up  freight,  on  the 
other  hand,  are  credited  in  these  reports  from  the 
Auditor  to  the  Erie  Canal,  when  a  portion  of  the 
movement  and  of  the  tolls  is  due  to  the  lateral 
canals. 

The  up  tonnage  being  less  than  one-fourth  of 
the  down,  renders  the  tables  given  by  the  Auditor 
unfavorable  to  the  tonnage  of  the  Erie  canal. 

The  annexed  table  (E)  has  been  prepared  from 
the  reports  of  the  business  done  in  1851  and  1852. 
and  shows  the  tonnage,  tolls,  and  total  movement 
of  each  article  and  class  of  freight  on  all  the  ca- 
nals. 

The  report  of  the  Auditor,  as  before  stated, 
docs  not  furnish  the  means  of  showing  a  similar 
statemeQt  for  each  of  the  canals.  The  whole 
movement  in  1853  was  equal  to  seven  hundred 
millions  of  tons  moved  one  mile,  or  an  average 
movement  of  one  hundred  and  sixty-five  miles  for 
«ach  ton. 

The  average  movement  of  the  tonnage  on  the 
Erie  Canal,  excluding  that  of  the  lateral  canals,  is 
probably  nearly  300  miles  for  each  ton. 

The  comparative  movement  of  each  class,  com- 
pared with  the  whole  movement,  wab  as  follows  : 

Products  of  the  forest,  34  per  centi;  agricultural 
products,  37  per  cent;  merchandize,  16  per  cent; 
manufactures,  5  per  cent ;  miscellaneous  articles, 
8  per  cent. 

The  comparative  movement  of  some  of  the  prin- 
cipal articles  embraced  in  these  classes,  is  as  fol- 
lows: 

f^rst — Of  the  forest.  Boards  and  scantling,  24 
per  cent  of  the  whole  movement  of  all  articles  on 
all  the  canals ;  staves,  6  per  cent  j  timber,  6  per 
cent. 

Second^-Of  the  products  of  aaimals.  Pork,  1 
per  cent ;  beef,  6-10  of  one  per  cent ;  butter, 
cheese,  and  hides,  each  1-10  percent  of  the  whole 
amount. 

Third — Of  vegetable  food.  Flour,  14  per  cent ; 
wheat,  11  per  cent ;  corn,  15  per  cent ;  and  bar- 
ley, 2  per  cent. 

Fourth — Of  manufactures.  Salt,  2  per  cent; 
pig-iron  and  domestic  spirits,  each  8-10  of  one  per 
cent;  castings,  €-10;  bloom  iron,  furniture,  and 
leather,  each  1-10  of  one  per  cent  of  the  whole 
movemeat. 

Fifth — Merchandize,  10)^  percent,  and  railroad 
iron,  6  per  cent  of  the  whole. 

Unclassified  articles.  Coal,  4  per  cent ;  stone, 
lime,  and  clay,  2  per  cent ;  and  live  cattle,  sheep, 
and  hogs,  5-lOiOO  of  one  per  cent  of  the  whole 
movement. 

By  reference  to  the  tonnage  tables,  given  by  the 
Auditor,  it  will  be  seen  how  widely  the  propor- 
tions given  by  them  differ  from  those  now  present- 
ed, of  the  total  movements  of  these  classes. 

To  be  coatiiiued. 

y •-:-;^    — ___i*  -.     ;^  - ;  •  '  ■  . 

Panama  Railroad. 

At  the  late  annual  meeting  of  the  Panama 
Railroad  Company  for  the  election  of  Dircc- 
tol-s,  the  following  gentlemen  were  made  mem- 
bers of  the  Board  for  the  ensuing  year: — 
Messrs.  David  Hoadley,  W.  H.  Aspinwall,  H. 
Chauncey,  E.  Bartlett,  C.  W.  Lawrence,  T.  W. 
Ludlow,  E.  J.  Woolsey,G.  Kemble,  J.  B.  Vamuml 
Q.  B.  Lamar,  H.  A.  Coit,  W.  Whitewrifht,  Jr.,  and 
8.  W.  Comstock. 


Railroad    and   Steamboat   Accidents. 

The  following  arc  the  number  of  railroad  aud 
steamboat  ;tccident8,  with  the  number  of  killed 
and  wounded  in  each  month,  which  have  occurred 
in  the  United  States  from  the  1st  of  January, 
1853,  to  the  present  time.  Only  those  accidents 
are  enumerated  which  have  been  attended  with 
loss  of  life  and  jurj_to  persons ; —  * 

Railroads.        Steamboats.    \ 
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Rortn  BliBsonrl  Railroad. 

The  following  gentlemen  have  been  elected  Dt 
rectors  of  JBie  Korth  Missouri  Railroad  for  the  cur- 
pent  year:  Col.  John  O'Fallon,  Thos.  T.January, 
James  T.  Sweringen,  Gerard  B.  Allen,  A.  Krekel, 
Calvin  Case,  Lewis  Bissell,  John  D.  Coalter,  Rob- 
ei^  M.  Renick,  John  Uartnett,  Andrew  Harper, 
Cm-Ios  S.  Greeley,  Isaac  A.  Sturgeon 


]■  '  Maryland.       -  i  ' 

BO^RO    OF    PLBLIC    WORKS 
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The  Commissioners  of  Public  Works  of  the  State 
of  Maryland  met  at  noon  yesterday  at  Bamum's 
Hotel,  in  this  city,  when  the  following  gentlemen 
were  present:  Moor  N.  Galls,  Charles  R.  Stewart, 
Dr.  Nelson,  and  Samuel  Chamberlain. 

The  Board  organized  by  electiiig  Charles  R. 
Stewart  President,  and  then  proceeded  to  nomi- 
nate and  elect  Directors  on  the  part  of  the  Sut« 
in  the  Several  Railroad  Companies,  in  which  the 
State  holds  an  interest,  with  the  following  result : : 

BaUimore  and  SusquekaniM  Railroad. — Samuel 
H.  Taggart,  Zenus  Barnum,  John  P.  Kennedy, 
Nicbolas  H.  Nelson,  and  Wm.  Hutchins. 

Baltimore  and  Oiio  Railroad. — George  BrowD,  - 
Wm.  Price,  Dr.  Howard  Kennedy,  Lawrence  J. 
Brengle,  Isaac  C.  Anderson,  John  Johnson,  Henry 
A.  Thompson,  John  S.  Gittings,  George  Vickers, 
and  Jost^ph  S.  Cleaveland. 

Annapolis  and  Elk  Ridge  Railroad. — Tho's  Q, 
Pratt,  Benjamin  £.  Gannt,  and  Robert  Lemon. 

The  Board  then  adjourned. 
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LOCOMOTIVI^:  KNG1NC8. 
A.  &.  W.  Denmead  &  Son, 

BALTIMORE,  MD. 

HAVING  THXIB  IRON  FOUNDEY  St  MACHINE  SHOP 
in  complete  operation,  arc  pre|>arod  to  execute,  fiuthAiBy 
and  promptly,  ordens  for 

Locomotive  or  Stationary  Steam  Engine::, 
Wooten,  Couoo,  Flour,  Kice,  Sugar,  Gnst  or  Saw  Mill*, 
]fochi|ner>'  for  cutting  all  land*  of  Uearing, 
II>drauUc,  Tobacco,  aud  otl>er  Prpsseii, 
Car  and  Locomotive  patent  King-Wbeelj>,  warraateJ, 
Bri<lge  and  Mill  Castini^,  of  cver>-  deacnption, 
Gas  and  Water  Pipes,  all  sizes,  warranted, 
Railroad  Wbe»lf>,  with  best  fiigoted  axl^  (^inddiod  aod  fit 
up  for  use,  complete. 

Ettimaies  for  Work,  in  any  part  of  the  Tnited  £tat«a,  fur- 
iu«b«d  at  tbort  ooticc.  »p.l4-U 


I 


.*!• 


W:- 


Isd 


AMERICA^    RAILROAD    JOURNAL. 
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For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRT,  etc.,  St  Law 
reaco  County,  N.  Y. — This  well  known  establishment,  hav- 
ing attached  to  it  a  large  and  complete  Casting  House  and  Ma- 
chine Shop,  with  ample  accommodations  fbr  workmen,  and  eve- 
ry couvtiuieoce  nuooshai-y  Co  the  the  proMcutioa  of  an  cztonsive 
busuiuas,  together  with  \aluablo  Iron  SBbcii  oud  Mining  Uigliti*, 
also  Timber  Lauds,  is  offered  for  sale  by  tlie  proprietor,  who  re- 
tires fVoiii  the  business.  The  capacity  ot°  the  Xiorisie  if'umace 
for  making  iron,  is  believed  to  be  unsurpassed  by  any  charcoal 
Furnace  in  the  country,  having  repeatedly  run  up  to  rourteen 
tons  per  day,  with  55  to  60  per  cent  yield  from  ores — specular 
red  oxides — coal,  per  ton,  100  bushek^.  The  same  has  t>een  in 
uninterrupted  operation  for  over  twenty  years,  and  the  reputa- 
tion of  its  iron  is  establltibed  throughout  the  West.  The  location 
of  these  works  is  in  the  village  and  town  of  Rossie,  county  of  St 
Lawrence,  N.  Y.,  six  miles  from  the  River  St.  Lawrence,  and 
connected  therewith  by  a  plank  road.  Their  cost,  apart  from 
pmnises  and  water  power,  haa  involved  an  expenditure  of  over 
$100,000,  and  their  present  efflciency,  in  every  re8i>ect,  is  coo- 
adeiM  unexceptiooable.  For  further  information  appty  to  D. 
W.  Etoldwin,  Agent,  at  the  works,  or  to  the  undersigned. 

O.  PARISH. 
Ogdensburgh,  N,  V.,  April,  1853  16,3m* 


Cast  Iron  Chilled  Slip  Tires 
for  Engine  Driyiugr  Wheels. 

THE  Undersigned,  principal  Agent  for  the  above  improvement, 
offers  it,  with  the  right  of  usf,  to  Railroad  Couipauies  and 
others.  The  cost  of  tliojie  Tires  in  less  than  one-third  that  ot 
wrought  iron,  the  cost  of  renewing  ont-quarler ;  and  the  adhe- 
sion, strength,  and  durability  equally  a.s  great,  as  will  l>e  proved 
to  the  satibtaction  of  any  party.  Over  tteo  hundred  locomotives 
of  the  heaviest  cla!<><,  (25  to  'Hi  tons,)  upon  the  Baltimore  and 
Ohio  Road,  arc  shod  with  cast  iron,  with  an  acknowledged  saving 
over  wrought  iron  e<|ual  to  $;iO,000  per  annum.  AddresH 
15,LC  ZERAU  COLBURX,  Patcrson,  N.  J. 


Chambers^  Wrought  Iron  Car 
Wheels  and  Axles. 

THE  advantages  of  these  wheels,  in  connection  with  their 
comparative  cheapness,  are  their  strength,  lightness, 
and  durability,  being  wholly  of  wrought  iron,  and  the  sett 
of  four  wheels  and  two  axles  weighing  only  about  one  ton. 
They  are  now  used  on  tlie  London  and  Northwestern  and  other 
principal  lines  uf  English  Railways,  carr>'ing  greater  weight; 
than  dlher  wheels,  say  12  to  15  tons,  and  in  no  instance  has  one 
given  way.  Samples,  testimnniab,  dec.  may  be  seen  on  applica 
tioo  to  the  manutkcturor's  agent", 

NATLOB  &  CO., 
SO  4c  101  John  street 
UNew  York,  12th  April,  18i4.  Utf 


Notice  to  Contractors. 


office  of  the  Milwaukee  and  Horicon  R.  R.  Co.  ) 
Milwaukee,  Wis.,  March  16th,  1864.     \ 

PROPOSALS  will  be  received  at  this  office  till 
the  first  day  of  May  next  for  the  construction 
of  the  second  division  of  the  Milwaukee  and  Ho- 
ricon Railroad,  from  Horicon  to  Berlin  a  distance 
of  forty-two  miles  or  sections  thereof. 

Maps,  profiles  and  specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 
tenth  day  of  April  next. 

JOHN  B.  SMITH, 
Pre8'tM.&H.R.R.  Co. 


Railroad  Car  Works. 

THE  Undersized  are  prepared  to  manulketure  for  RaUrocd 
Companies,  Passenger,  Baggage,  Cattle,  Freight,  Gravel  and 
Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

F.  HUNOSRFORD  &  CO. 
MayniOe,  Ky.,  Sept.  29, 1863. 

Notice  to  Capitalists. 

THE  GREENVILLE  AND  COLUMBIA  RAIL- 
ROAD COMPANY 

Now  offers  for  sale  their  Coupon  Bond-i,  re- 
deemable in  ten  years,  bearing  interest  at  seven 
per  cent,  per  annum,  payable  semi-annually,  se- 
cured by  mortgage  of  the  entire  Road,  being  the 
first  lien  upon  it. 

.  For  a  fall  understanding  of  the  purposes,  value 
of  the  property,  and  prospects  of  the  Company, 
the  following  statement  is  made.  It  is  proposed 
to  issue  Coupon  Bonds,  to  the  amount  of  three 
hundred  thousand  dollars  which  with  those  already 
issued  will  make  the  Bound  debt  S800,000.  The 
.uortgage  of  the  Road  bearing  date  the  eighteenth 

>''  nstant,  is  to  cover  these  Bonds,  as  well  those  t5- 
tued,  as  those  to  be  iisutd,  to  the  amount  of  $800,- 
00,  and  no  more. 

The  Road  was  finished  on  the  9th  December 
Mt,  is  well  equipped,  and  in  fVill  and  succesftil 
•peration.  The  entire  length  of  the  Road,  includ- 
ng  its  Branches,  is  164  miles,  and  cost  as  fol- 

OWI 


Surveying   and    Engi- 

neering S  66.881  34 

Right  of  way 10,441  89 

Graduation, 474,787  69 

Masonry 323,60  00 

Trestle  Bridging, 88,361  69 

Broad  River  Bridge,..  37,67133 

Saluda  Lower  Bridge,  6,630  78 

Saluda  Upper  Bridge,  8,416  48 

Timber  for  Tracks, . . .  158,181  23 

Iron  Rails, 576,236  59 

Spikes  and  Chairs, . . .  60,891  30 
Superstructure      and 

Track  Laying, 94,921  42 


Real  Estate $  22,764  90 

Depots  and  Water  Sta- 
tions,       44,745  62 

Workshop  Building,..     17,125  54 

Machinery  for  Work- 
shop       16,702  19 


Sl,604,660  74 


Locomotive  Engines,. SI  19,170  48 
Passenger  and  Freight 

^Al^a    ••••       «•■•       ••■■      • 


101,528  15 


130,000  00        249,170  48 


Accounts  for  Materi- 
als, Work,  dtc,  en- 
tering in  to  construc- 
tion, not  yet  fully 
ascertained,  but 
supposed  to  be 
about, 


Capital  Stock  paid  in,Si, 100,029  49 
Assessment  on  Stock 
paid  in, 131,937  26 


$1,955,065  37 


100,000  00 


2,056,065  37 


$1,231,966  76 
The  Earnings  of  theRoad.for  the  last  three  months 
in  an  unfinished  condition  were  as  follows 

October— From  Freight.  ..$12,761  13 
From  Passsengers    8.321  17 

From  Mail, 700  00 

$21,782,30 

November— From  Freight.  $  9,764  41 
FromPasseng's  8,403  36 
From  Mail,...         800  00 


December— From  Freight,. $12,206  26 
FromPasseng's  9,084  00 
From  Mail,....        900  00 


$18,967  76 


.r 


-$22,139  26 


For  three  Months, $62,889  32 

The  whole  expenses  of  the  Road,  it  is  believed, 
will  not  exceed  $11,000  per  month,  or  60  per  cent, 
on  the  earnings,  the  Road,  for  the  greater  part, 
is  well  constructed — of  good  materiel  and  heavy 
iron,  and  could  not  now  be  made  and  famished  as 
it  IS  for  less  than  $3,000,000. 

By  order  of  the  Directors, 

THOMAS  C.  PERRIN,  Rresident. 

January  18th,  1854. 

N.  B.  The  Bonds  can  be  had  by  applying  to 
Mr.  Jacob  Cohen,  of  Charleston ;  Mr.  J.  P.  South- 
ern, of  Columbia,  or  t*  me  at  Abbeville  Court 
House.     Bids  for  these  Bonds  are  requested. 


Railroad  Iron. 


TONS  superior qual  ty  York8)iirerail«  56  I>ound^ 
~  '  -       -     (jeiiverud   at 


i-^Oxj"     T   jattem  can   be  inime^liutely 
New  Vork,  Suvaiiiiah,  or  New  Orleans. 
For  sale  bj- 

NAYLOR  &  CO 
A'ejc  York;  April  Isl,  1864. 


Brass  Tubes  for   Locomotive 
and  Marine  Boilers. 

THE  undersigned  having  been  appointed  Agent  for  the  higbo^ 
*  respectable  manuCicturers  Messrs.  Allan,  Everitt  &  Son  or 
Birmingham,  is  prepared  to  take  orders,  at  fixed  pricew,  fly- 
Brass  Tubes  of  all  diameters,  for  Engines.— Fof  ftirther  particu 
tors  and  iuspectioo  of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
MarchlUA.  MBmtotMt. 

• 


Notice  to  "fj^on tractors. 

Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina ;  Knoxvillc  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  viaClay  ton,  Georgia,  Franklin  North 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Tumiptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Tumiptop  Mountain  to  the  Raban 
Gap,  a  distance  of  24  miles,  the  work  la  very 
heavy,  there  being  on  the  line  one  tunnel  of  5800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length ; 
a  suspension  bridge  across  the  Chatnga  River  500 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessee  River ;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  some  of  which  is  rock ; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet.  From  Hardens  to  Knoxville,  a  distance 
of  45  miles,  the  line  follows  the  river  about^eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville  ;  this 
portion  of  the  road  is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
l600  feet  long  and  45  feet  high,  crossing  the  HoUi- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
and  from  Franklin  to  Anderson,  stratified  sandstone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way offers  great  iiulucements  to  experienced  con- 
tractors. The  uiidi-rsigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  the 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  imder  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  at  each  of  the  above 
places  after  the  Ist  day  of  May.  Proposals  are 
asked  with^cash  payments,  also  eighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13  ANSON  BANGS  &  Co. 


Z£RAH  COLBUKN, 

CIVIL  AND  MECHANICAL  ENGINEER, 

AFFERS  liis  ser>icee  to  Railroad  Companies  and  others,  la  de- 
^  signing  and  constructing  Locomotive  Engines  of  superior  ad* 
aptation  and  eflteiency. 

Refers  to  Chas.  Minot,  Supt.  N.  Y.  andErie  Railroad  ;  Wm. 
Ratmofd  Lke,  Pree't,  Ogdengburg  railroafl  ;  O.  W.  Wbistlib, 
Esq  ,  Vice  Pree't.  New  Haveo  railroad  ;  Booers,  Kitchvm 
it  Qbostesok,  Patcrson,  N.  i,,  0.  M.  Utdi,  fisq ,  Detroit. 


AMKRlCAii    RAlI.ROAl>    JOURNAli. 
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M  W.  BALDWIN  &  CO.,  Engineers, 


W 


Brocd  and  Hamilton  streeU,  Philadelphia, 
OCXD  call  the  atteution  of  Railroad  Managera,  and  tboae 
Interestad  id'  Railroad  Pro|>arty,  to  their  Svstbm  or  Loco- 
MOTiTC  Enqines  in  which  thiy  are  adapted  to  the pariicuiar 
(futinett  for  which  they  may  he  required  ;  by  the  use  of  one, 
t«ro  three  or  four  pair  of  driving  wheela  ;  and  the  uae  of  the 
wbo'le,  or  so  much  of  the  wci;{lit  as  may  be  desirable  ft>r  ad- 
besion  ;  and  in  accommodating  them  to  the  grades,  curvaa, 
strength  of  Bupenstruction  and  rail  and  work  to  be  done. — By 
tttese  means  the  maximum  usefal  e&ect  of  the  power  is  secured 
with  the  least  expense  for  attendance,  cost  of  fuel  and  repairs 
to  Boad  and  Engine.  With  these  objects  in  view  and  as  the 
result  of  twenty-throe  years  practical  experience  in  the  business 
l»y  our  senior  Partner  we  maimfacture  /Vre  different  kinds  oj 
fjngines  and  several  clasw3s  or  sizes  of  each  kind. 

Particular  attention  paid  to  the  strength  c/themachint  in  the 
plan  and  uorkniansMp  of  all  the  delaU*.  Our  long  experieoce 
and  opportunities  of  obtsunfng  information,  enables  us  to  offer 
these  engines  with  the  assurance  that  in  efficiency,  ecoDomy  and 
durability  they  wiU  compare  dvorably  with  those  of  any  othw 
kind  In  use. 

We  also  fumL«!h  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
centres  without  boring),  CompositioD  Castiugs  for  Bearings  : 
every  description  of  Copper  Sheet  Iron  and  Boiler  work  '  aod 
every  article  appertaining  to  the  repair  or  renewal  of  Loco- 
motire  Engines. 

M.  W.  BALDWIN.  MATTHEW  BAIBD. 


C.  Floyd-tFones., 

Division  JEngiaeer  3d  and  12th  Di\isiou8. 

Illinois  Ckntral  Railboad. 

Vandalia,  HI. 


Boiler  and  Tank  Riyets, 
liJuts  and  Washers; 

AU  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
BRIDGES  &  BROTHER, 

64  CourUaod  st,  N.  T. 


JMew  York  and  £rie  R.  R. 

PASSENQER  TRAINS 

leave  Pier  foot  of  Duaae  street, 

as  follows,  viz: — 

Buffalo  Exrecss,  at  7  a.  m.  ft>r  Buffiilo  direct,  over  the  N. 
Y.  A  E.  R.  B.,  and  the  B.  &  N.  Y.  City  R.  R.,  without  change 
of  baggage  or  cars. 

Mail,  at  Si^  a.  m.  fbr  Dunkirk  and  Bul&Io,  and  intemoediate 
stations.  This  train  remains  over  night  at  Eliuira,  and  proceeds 
the  next  morning. 

Wat  EXPKB88,  at  12>i  p.  m.  for  Dunkirk,  and  intermediate 
stations. 

ACCOMMODATION,  at  3  p.  m.  for  Delaware  and  intermediate 
statiooB. 

NiWBCRO  ExpRBSs,  at  4  p.  m.,  (br  Newtnirg. 

Wat  Passbkosb,  at  4  p.  m.,  for  Pietmont  and  intermediate 
stations 

NiOHT  ExPBiss,  at  6  p.  m.  for  Dunkirk  and  BufRUo. 

On  Sundays  only  one  Express  Train — at  5  p.m. 

Tlieae  Express  Trains  coonect  at  Dunkirk  witli  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Toledo,  Detroit,  Ohicago,  etc 
^         0HA8.  MINOI.  Bup't 

Railroad  Iron. 

;)rVV^  TONS  Railroad  Irjn,  weighing  about  6S 
*J\J\J\J  lbs.  per  yard,  "  Erie  "  pattern  ol  Q  L  and 

Crawanay  '  manala-^ture,  now  on  tbe  way  from  Uk 
•hipping  ports  in  Great  Briuin  to  this  port,  for  sale  by 
P.  CtoUTEAO,  Jr.,  SANPORD  i,  CO., 

Oecamber  4,  lRi2.  No.  61  New  atieet. 


Travellings  Agrent  Wanted. 

A  PERSON  is  wanted  to  travol  throaghout  the 
United  States,  as  Agent  for  one  of  the  most 
respectable  mannfacturing  establishments  in  this 
country.  He  must  be  a  man  of  easy,  good  ad- 
dress, industry,  perseverance,  cheerful  tempera- 
meiit,  a  competent  salesman,  possessing  a  practical 
knowledge  of  machinerj',  iron  and  steel,  and  able 
to  produce  the  best  testimonials  as  to  integrity 
and  general  good  character.  One  who  has  acted 
in  the  capacity  of  master  mechanic  and  superin- 
tendent of  a  railroad  machine  shop  would  be  pre- 
ferred. Permanent  employ  and  liberal  compen- 
sation will  be  given.  It  will  be  a  needless  waste 
of  time  for  any  one  to  apply  who  is  not  fully  qual- 
ified to  suit  tbe  wants  staled.  He  is  not  wanted 
to  learn,  but  must  have  already  learned  to  act  his 
part.  Address  EDART  NORI,  Post  Office,  New 
York.  apl2-8t* 

To  ClTil  Eng^ineers  and  Sur- 
veyors. 

TRANSITS,  Level  and  Surveyors  Coropassea  Manufactured  on 
the  most  improved  principle  and  of  tbe  Beat  Quality 

by  THOMAS  HUNT, 
No.  63  Fulton  Street, 
lylO»  Ntw  York 


Passenger  Cars  for  Sale. 

TWO  first  class  Passenger  Cars,  built  by  one  ol 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  anj 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb,  2l8t,  1854. 

Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  cod 
tracts  for  Railroad  Iron,  of  Messrs.  Ouest  tt  Co.,  or  othei 
leading  manu&eturers'  make,  delivered  free  ou  board  vessuls  m 
EnglaDd  or  in  tliis  coontry. 

BOORaiAN,  JOHNSTON  &  CO., 
Sept.  7.  00  Broadway,  New  York. 


MANUFACTURERS'  AGENCY 

FOR 

RAILROAD  FURNISHING, 

Office  18  Dearborn  St.,  Chicago.  III. 

£. R.T.ARMSTRONG,  A^ent, 

KEEPS  constantly  on  hand  Railroad  Spikes,  Burcieii's  make, 
Railroad  Wrought  Iron  Chairs,  superior  qualit>-,  Ames' 
manuftu:ture  of  Locomotive  Tire*,  Cranks,  Stx.  Washburn, 
Pond  Si.  Co.'s  Car  Wheels,  of  best  Salisbury  and  Stirling  Iron^ 
mixed  under  direction  of  Mr.  Washburn,  and  warraiited. 

Orders  invited  for  Locomotive  and  Car  RuUed  or  Hammered 
Axles— Locomotive  Lamps^Superior  Pumps,  for  Stations, 
Steitch  Stands,  Levers,  and  Xai-geta — Lexomotive  Orivert 
and  Cylinders— Boxes  and  Pedestals— Screw  Cutters  and 
DriUing  Machines— Frog^s  Heads  and  Heel  Blocks — Scretc 
Presses,  for  forcing  Wheels  and  Axles. 

Oils  of  a  superior  quality,  made  expressly  for  railroa0.s,  and 
free  troca  gums. 

Refer  to — Illinois  Central  railroad,  Ohio  and  Mississippi  river 
railroad.  Michigan  Southern  railroad.  Galena  and  Chicago 
Cnion  railroad.  Milwaukoe  and  Mtssisiiippi  river  railroad.  Little 
Miami  railroad,  Cincinnati,  Ilainiltoa  and  Dayton  railroad.  Ceo 
tral  Ohio  railroad.  .    14  6mo's. 

SEYMOUR    &   0.  GENERAL   RAILROAD 

•AGENCY,  Office,  Metropolitan.Bank  Building. 

No  110  Broadway,   have  to  dispose  of  at  privattr 

sale,  in  amounts  to  suit  persons  desiring  to  invest, 

the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.R  STOCK 
SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS,  at  11 
years. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  includiug  furnishing  corps 
of  engineers  and  contractors  locomotive  engine^ 
and  cars,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chairs,  spikes,  switch  irons,  &c.,  &c 

Notice  to  Contractors. 


PACIFIC  RAILROAD  OF  MISSOURI. 

SEALED  proposal  will  be  received  by  the  un- 
dersigned, at  their  office  in  the  city  of  St. 
Louis,  until  six  o'clock,  p.  m.,  of  the  15th  day  of 
May  next,  for  the  Grading,  Masonry,  etc.,  of  the 
first  division  of  the  South-west  3ranch  of  the  Pa- 
cific Railroad,  extending  from  Franklin  Depot,  the 
present  terminus  of  the  road,  s(>me  40  miles  Wesi 
of  St.  Louis,  to  the  crossing  of  the  Gajcenade 
River,  a  distance  of  about  78  miles.  Tbe  line 
will  be  divided  into  sections  of  about  one  mile 
each,  and  proposals  may  be  made  for  one  or  more 
sections.  The  line,  plans,  profiles,  specifications, 
form  of  contract,  etc  ,  will  be  ready  for  inspection 
on  and  after  the  first  day  of  May  next.  Tbe 
work  to  be  let  is  quite  heavy,  situated  in  a  healthy 
country,  and  is  easy  of  access. 

The  undersigned  reserve  to  themselves  to  reject 
all  proposals  that  are  not  satisfactory. 

A.  S.  DIVEN  &  CO. 

March  24th,  1864. 


Kailroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rat© 
office  to  give  their  orders  to,  as  thousands  of  emi« 
giants  apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractocs,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT, 
Eurnpean,  American  Employment  OJice, 
287  Broadway,  corner  Reade-sL 
.3m*10     Under  the  Irving  House,  New  York. 

thI  " 

New  Yorker  Handeis-Zeitan^ 

\  GERMAN  Commercial  Paper,  cootaining  Prices  Cwreot, 
^  Market  Reports,  Exchange  and  Stock  Ratea,  Shipping  List 
and  Correspondences  from  ail  parts  of  tbe  world,  appears  twice 
a  week  in  two  separate  editions,  vii :  ooe  for  home  clrculatioo 
publiilied  each  Wednesday  and  Saturday  morning ,  tbe  oUier 
fOr  circulation  in  Europe,— tlie  enly  German  Paper  puljUibed  to 
the  United  States  admitted  to  the  Oennan  States— appears  be- 
fore the  depirture  of  each  mail  steamer  for  Europe.    Terms  

The  palxT,  per  annum,  at  New  York,  $6,  lor  Oermaoy,  ftill 
Postuge  included,  $11,  and  for  all  oter  parts  of  Europe,  th«  C.  i. 
Postage  inclus.,  %i.    Advertisements  taken  at  liberal  t«ni«. 

Holland,  Burgess  8l  Smittb, 


r:- 


t. 


JLf  ANUFACTrRERS  of  PURE  SPERM  OIL  lor  Railroad 
■"^  Engines  and  Lamps,  ofUeOiied  Whale  Oil  now  so  g«u«r«U]r 
used  for  car  tcA«ei».— Works..  A'fui  Bedford  Mats -&\ar%  A* 
baiiy,  N.  Y.  "^  H   ^ 

Orders  (directed  to  either  place)  respectfully  solicited  from 
Superintendents. — All  Oil  warranted  pure  and  perfectly  satisfiie- 
tory. 
± __r 

Pneumatic  Pile  Driving. 

FOUNDATIONS  FOR  BRIDGES,  PIERS  &C.r  = 

BY  TUE  PNEUMATIC  process  hollow  cylindrical  pitas  or 
tubes  from  eight  inches  to  ten  feet  diameter  can  be  driveo 
through  sand,  mud,  clay  or  other  material  to  any  required  depth. 
The  complete  gucce>--8  which  has  attended  tlie  operatioos  of  tbis 
|iroce»8  shows  it  to  be  emineotly  practicable  m,  and  much  tbe 
LM»t  method  know^n  for,  Uie  cuattraction  of  railroad  bridges 
across  deep  aod  rapid  rivers  wber*  permanent  foundations  ol 
great  strength  are  Deccasary,  and  have  to  be  secured  at  great 
depth. 

Applications  for  liceose  for  the  use  of  tbe  inveotioti  in  aaf 
part  of  the  United  States  may  be  made  to  H.  V.  POOR,  Ksq., 
Editor  of  tbe  American  Railroad  Journal,  9  Spruce  street ;  «c. 
fur  contracts  for  pile  driving,  orUceoses  as  above  to  i  ' 

CHAKLES  PONTKZ,  '  . 

March  25lh,  1864.  New  York.        I. 


To  Contractors. 


.4^- 


PACIFIC  RAILROAD  OF  MISSOURI  j 

THIRD   AND    FOURTB   OITI8IOK8.  ' 

IT  is  intended  to  make  contract  for  the  third  di- 
visions  of  this  road,  (extending  from  the  Mis-  . 
souri  river  at  Jefferson  City,  paaainf  near  Qeorge' 
town  and  Warrensburgh,  to  the  Missouri  river  near 
Independence,  about  160  miles.)  so  soon  ailer  the 
first  of  May  next,  as  satisfactory  proposals  shall  b« 
made. 

Contract  will  be  made  for  the  whole  now  offer- 
ered,  or  such  parts  as  particular  contractors  may 
select  in  form  and  quantity  to  suit  the  interests  of 
the  company.  Proposals  are  asked  for  by  the  cu- 
bic yard,  with  cash  payments ;  but  contractoni 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  and  one  third  in 
county  and  railroad  mortgage  bonds  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  Pacific  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  in  opera- 
tion ;  the  second  division  to  Jefferson  City  under 
present  course  of  construction. 

The  third  and  fourth  divisions  now  itfifered  past 
over  a  high,  roliing  mixed  prairie  and  timbered 
country,  and  for  healthfuluesa  aud  supply  of  pio- 
visions  will  compare  favorably  with  any  pari  o 
the  west.  TH08.  ALLEN,  Pres. 

Thos.  S.  O'Scllivan,  Chief  £og. 

Pacific  R,B.  Office,  St.  Loais,  Feb.  1864. 
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Railroad  iron. 

A  i^P\f\  Tons  Erie  Patteni  (Juoet  and  Go's  make,  weighing 
A/^c/U  67  X  Iba.  per  yard,  to  be  nhipped  from  Walos  in  Ju- 
y  and  Aiunist.  for  this  port— tor  Bale  by 
y  «iu  AujfUBS  or         ^^qq^j^^v    JOHNSTON  A  CO., 

Jine  9, 1853.  "8  Broadway,  New  York. 


Railroad  Iron.         , 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
wciglJts,  and  of  any  required  length  not  exceeding  30 
fict  per  rail.    Apply  to 

THUS.  CHAMBERS,  President, 
September,  185U. 


Railroad  Iron. 

THE  Undersigned,  Agents  for  the  Manufacturers, 
are  prepared  to  contract  to  deliver  free  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 
■uch  WBight  or  pattern  as  may  be  required. 

VOSE,  PERKINS  A  CO., 
9  South  Wiliiam  Su 
New  York,  June  1.  lOL^ ^ 


Knox  &  Shain,        [ 

MANUFACTUEKRe   OF 

Ji   LEVELS,  TRANSITS  AND  SURVEYING 
'  COMPASSES. 

No  72  Dock  St.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 

First  Premium  awarded  by  the  Franklin  Institute. 


Co., 


Stuart,  Serrell  &. 

~        :       CIVIL  ENGINEERS,  | 

Booms  22,  24,  26  &  27, 
^    >    -  157  Broadway,  New  Vork. 

ChABLKS  b.  Stoabt,  Edward  W.SiRRBi-L, 

Dasibl  Marsh, 


Samubl  MoElrot.  , 


Important  to  Railway  Co's. 

A  GREAT  improvement  baa  recently  been  perfected  in  the 
manufacture  of  Dumping  Gravel  Cars  by  whicli  the  cost  Is 
materially  lessened  and  the  strength  and  durability  nuich  in- 
creased. 

We  have  secured  the  right  to  manufacture  these  improved 
Cars  and  can  suppl/  them  at  prices  ten  per  csnt.  lower  than  the 
ordinary  kin4. 

Orders  directed  to  the  Hamilton  Car  Co.,  Hamilton,  Ohio, 
wUl  receive  prompt  attention. 


South -Western   Car  Shops, 

Madison,  Indiana.  ,-    t 

THE  subscriber  is  prepared  to  execute  orders 
at   short  notice,  for  all  kinds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
reqairing  work  delivered  in  the  South  and  West, 
-  W.  CLOUGH. 

Refer  to 
Jko.  Brough,  Esq.         Winslow,  Lanier  &  Co. 
feb.lS.  Im. 


Ontario,  Simeoe  &  Huron  K.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simeoe  is  expected  to 
be  completed  to  the  Georgian  Bay,  Lake  Huron  a 
distance  of  96  milea  in  June  next  where  it  will  form  the  shortest 
and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Kegions  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
miles)  daily  at  8  a.m  and  3.  30  p.m,,  returning  the  same  day- 
On  the  o|:)euing  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simooe  in  connexion  with  the  Trains  and  wiil  convey  passeogers 
throogb  that  Lake  and  Lake  Conchiching  to  Onlla  whence  a 
abort  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  riieamer  (Kaloolah)  which  runs  to  the  Sault 
St.  Murie  and  intermediate  ports  forming  the  most  expeditious 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
a  Bd  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
tk«  0«orgian  Bay  for  a  line  of  first  class  Steamers  to  extend  their 
tripa  to  the  ports  oo  Lake  Michigan. 

ALVRXD  BBUNXL, 
Saperintendeot 


Railroad  Iron  Via  Q,ueb^c. 
JOHN  ANDERSON  &  CO. 

COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

Q,uebec  and  Montreal.  ^ 

PARTICULAR  attenUoo  given  to  the  Transhipment  of  Iron, 
-*■   4tc.,  in  Transitu  tor  the  Westeiu  Lake  Poru,  and  to  the  Ship- 
ment of  Bails  In  Great  Britain.  '  « 
Qitt^,  DtQ.  i,  1W3. 


To  LoeomotiTe  Engine  Buil- 
ders and  Eng^ineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  aiui  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Oi)elous.'is  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufactiiTc  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  fbrnisli  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements.  ,. 

Letters  may  be  addressed  to  :'■-..  u 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
York. 

Railroad  Splices,  Boiler  RIy- 
ets,  etc. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr..  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrought  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  wiil  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  qunlity. 

ALSO  IMPORTKRS  «Jl  English  refined  and  Mer- 
c)\ant  bar  Iron ;  Extra  refined  Car  and  Locomotive 
Axles  (from  3|  to  6i  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  pr  otherwise.— 
Spring,  Shear,  and  Cast  Steel,  etc..  etc.,  etc. 

T.  &  E.  GEORGE. 
Philadelphia,  November  14,  1850. 

Railroad  Iron. 

THE  UNDERSIGNED,  H  A  VING  madearrange- 
menta  abroad,  are  prepared  to  contract  for  the  de- 
livery of  Foreign  rails,  of  approved  brands  upon  the 
most  faverable  terms. 

They  will  aisc  make  centracta  for  American  rails, 
made  at  their  I'renton  works,  trom  Andover  Iron,  in 
whole  or  in  part,  as  may  be  agreed  upon. 

They  are  prepared  to  lurniah  Telegraph,  Spring  and 
Market  Wire  ;  Braziers  and  Wire  Hods  ;  Rivets  and 
Merchant  Bars  to  order,  all  made  exclusively  from  An- 
lovor  Iron.  The  attention  of  parties  who  require  iron 
of  the  very  best  quality  for  special  purposes,  is  respect- 
fully invited.  COOPER  &  HEWITT, 
17  BurUoff  SUp,  New  York. 

VtHavBUj  II,  1810.  — •     *- 


SHANAHAN  &  LOEBER, 
181  William-st, 

(Istfleor-Up  stairs,) 
NEIV-YORK. 

MANUFACTURERS  OF 

THEODOLITES,  TRANSITS,  LEVELS, 
SarFeyon'  Compasses,  Drawing  Instramenti, 

Chains,  Scales,  Levelling  Rods,  «tc.      lylO 

Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD. 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  l5th  day  of 
April  next,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  66  miles,  from  Memphis 
to  Cherryville. 

Contractors  must  give  the  most  undoubted  se- 
eurity  for  the  completion  of  the  work  at  the  time, 
and  in  the  manner  specified;  and  contracts  will 
be  let  in  sections,  or  for  the  entire  work,  as  may 
be  deemed  best  by  the  Directors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  should  none  p.'ove  satisfactory  ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

E.  PEABODY, 
Engineer  in  charge. 


Notice 

Okkice 


To  Contractors. 

or     THE     VlCKSBURG,     ShREVEPORT     AND  ^ 

Texas  Bail  Road  Company      > 
Monroe,  La.,  March  8th,  1854.  j 

SEALED  PROPOSALS  wil  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  th&  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  twenty  miles ;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  running  west,  in 
■w  parish  of  Ouachita. 

Bids  may  be  made  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favoraoly  considered.  The 
lines,  plans,  profiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fifths  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agreed  on,  during  the  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor> 
ding  to  contract ;  or  to  reject  all  if  none  are  satis- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned. 

N.  D.  COLEMAN, 

President. 
P.  J.  TOURNADRE, 

7tl4  Chief  Engineer. 

Railroad  Iron. 

K  C\r\C\  TONS  T  RAILS,  about  one-half  weighing  60  Iba. 
OyJyjyj  per  yard  and  the  remainder  60  lbs.  per  yard  now  Id 
bond  and  for  sale  by 

^FeVy.  _ 

H.  SAWYER 

(of  the  late  firm  of  SAWTXR  &  HOBBT), 
Manufacturer  of  Tranaits  and  I/evala, 

HA9  removad  to  UaKn  Place  near  Warbortoo  Av.,  Tookara, 
N.  Y. 


JOHN  H.  HICKS, 

80  Beaver  atreeC 
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The  Eeoaomy  of  Railroads,  aa  Aflleetca  by 
tlie  Adaptation  of  Liocomotlve  Po'wer— 
Addressed  to  the  Railroad  Interests  of 
New  Kngland. 

BY    ZERAH    COLBURN, 

Mechanical   Engineer. 
(Continued  from  Pago  229.) 
CHARGES  FOR  THROUGH,  FREIGHT  PER  TON    OF- 2,000 
'  LBS.  PER  MILE. 

Classification. 

First  class  includes  all  articles  of  extra  value  or 
hazard,  or  articles  of  extra  bulk  in  proportion  to 
their  weight,  Furs,  furniture,  and  carriages,  musi- 
cal instruments,  baskets,  etc.,  are  of  this  class. 

Second  class  includes  articles  less  hazardous, 
bulky  or  valuable  than  those  included  in  first  class. 
Boots  and  shoes,  books  and  stationery,  dry  goods, 
etc.,  are  of  this  class. 

Third  class  includes  articles  compactly  boxed 
or  rolled,  easily  handled,  and  of  considerable 
weight  in  proportion  to  their  bulk.  Hardware, 
metals  in  cases  or  boxes,  butter  and  cheese ;  dry 
goods  in  original  packages,  etc.,  are  usually  of 
this  class. 

Fourth  class,  includes  heavy  castings  or  forg- 
ings,  provisions,  earths,  minerals,  fuel,  etc. 

Floor  and  grain,  coal,  lumber,  iron  ore,  etc. 


when  offering  in  large  «iuantities,  are  generally 
carried  at  special  rates. 


1st      2d      3d      4tli 
Class.  Class.  Class.  Class, 
4.26    3.14    2.34    1.7 


li 


4.69 
3.95 
4.74 


4.28 

5.57 

3.83 

3.5 
4.17 


3.45 
8.10 
3.96 

4.67 

3.21 

4.43 

2.99 

2.5 
3.47 


2.67 
2.64 
3.42 

3.17 
2.14 

3.07 

2.23 

2.0 
2.77 


1.87 
2.11 
2.64 


2.16 

1.88 

1.0 

2.08 


Year. 


1847. 

1848. 
1849. 


Name  of  road. 

N.  Y.  and  Erie,  summer, 

"        "        winter, 
Bait,  and  Ohio,  summer, 

"        "        winter, 
(Coal  and  iron  not  include<i) 
Rutland  and  Burlington,     5.00 
Burlington  to  Boston 
via.  Rutland  railroad 
Vermont  Central, 
Rouse's  Point  to  Boston  } 
via.  Vt.  Cen.  railroad,     i 
Western  railroad. 
Hudson  River  railroad, 

Receipts  fro7n  freight  per  ton  jter  mile  for  1853. 

New  York  and  Erie  railroad 2.5  cents. 

Western  railroad 2.8      " 

Baltimore  and  Ohio 1.8      " 

(Equal  to  3.2  cents  for  general  freight  and  1.01 
cents  for  coal.) 

The  Reading  road  carries  coal  for  about  l-j 
cents  per  ton  of  2240  lbs.  per  mile.  The  charge 
from  Mount  Carbon  to  Richmond,  95  miles,  being 
usually  $1,60 -cents  per  ton.  The  Baltimore  and 
Ohio  road  are  carrying  coal  at  S2,26  per  ton  for 
180  miles,  and  at  $2.50  per  ton  for  207  miles;  less 
than  1^4  cents  per  ton  per  mile. 

The  cost  of  carrying  depends  upon  the  capacity 
of  trains,  as  much  as  upon  any  other  circumstance. 
This  leads  us  directly  to  the  question  "  how  much 
can  be  carried  m  a  train  V 

This  question  can  be   answered  only  from  a  7^f  * 
knowledge  of  the  capacity  of  the  motive   power 
and  the  resistance  it  has  to  overcome. 

The  resistances  are  constant,  at  the  same  speeds 
upon  all  roads  of  equal  grade  and  alignment,  and 
kept  in  an  equal  state  of  repair.  We  have  shown 
that  the  physical  features  of  the  New  England 
roads  are  generally  as  severe  as  those  of  the  princi- 
pal roads  in  New  York,  Pennsylvania  and  Mary- 
land, with  but  few  exceptions. 

We  have  shown  how  the  resistances  are  effected 
by  grades.  In  New  England  the  motive  power  is 
generally  of  one  class,  without  regard  to  grades. 
The  Western  road  with  its  83  feet  grades  adopt* 
the  motive  power  used  on  the  30  feet  grades  of 
the  Worcester  road,  and  the  40  feet  grades  of  the 
Fitchburg  road,  while  the  capacity  of  the  engine^ 
in  general  use,  even  for  level  roads,  in  New  Eng-| 


land,  is  far  less  than  on  eqaally  favorable  roads  in 
the  states  of  New  York,  Pennsylvania  and  Mary- 
land. The  only  objection  against  the  concentra- 
tion of  power  is  the  want  of  a  large  business  to 
employ  it.  But  look  at  the  Western  road.  Its  ex- 
tent of  business  and  capacity  of  motive  power  ia 
excmpliSed  in  the  following  table. 

Table  of  Movement  of  Freight. 


Tons  of 

freight 

moved 

one  mile. 


.  28,037,628  75 

.  24,656,129  70 

.25,307,146  70 

1850....  25,206,308  72 

1861....  23,304,050  71.4 

1862....  23,724,070  69 

1853....  28,153,554  66.7 


'^  S-o  2 
£^3  = 
^     s 

25 

30 

30 

28 

28.6 

31 

33.3 


c2 

3  •*' 

<~  ^ 

618,772 
454,272 
460,941 
453,111 
469.923 
510,468 
689,314 


Table  of  Sumier  and  Capacity  of  Trains. 


Year. 


1847 . . 
1848.. 
1849., 
I860., 
1851., 


09  55 

is  <u_S 

.S    >!  00 

tad  «  0' 

2      8 

goo 


..1,646 
..1,466 
..1,477 
..1,466 
..1,472 
..1,636 
..1,888 


2  &  CO 

9> 


5.26 
4.66 
4.71 
4,66 
4.70 
5.23 
6.00 


.SPS  5 

9  o- 

©  *»  o. 

m.   W 


5 

tons. 
81.9 
76.00 
76,86 
80.07 
72.44 
64.13 
64.00 


no, 
O-O   H 

.  c  ■*• 

O  3 
tOD«. 

27.3 

82.6 

32.94 

31.18 

29.02 

28.81 

32. 


Here  is  an  average  of  six  through  trip^  each 
way,  daily,  to  do  the  freighting  offering  upon  the 
Western  road.  How  would  it  pay  to  run  six  pas- 
senger trains  each  way  1  It  must  be  admitt«d 
that  the  business  is  irregular,  but  in  dull  times  it 
would  be  better  to  have  a  few  large  engines  in  or- 
dinary, than  at  other  times  to  have  a  dispropor- 
tionate number  of  small  engines  overtaxed  with 
their  work,  and  thereby  depreciated  in  a  corres- 
ponding ratio. 

The  subject  of  the  concentration  of  power  haa 
been  before  presented  to  New  England   railroad^ 
managers,  but  its  consideration  has  either  been  de- 
clined, or  incorrect  inferences  have  been  drawn  in 
regard  to  it. 

A  committee  of  the  stockholders  of  the  Boston 
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and  Worcester  road,  as  long  ago  as  1840,  reported 
in  favor  of"  heavier  than  the  niue  ton  engines,  then 
in  use  on  that  road.  They  argued  that  the  ineffi- 
ciencj  of  each  engines  increased  tlie  cost  of  run- 
ning freight  trains,  and  thereby  imposed  charges 
upon  the  business  of  the  road,  suflBcient  to  prevent 
its  proper  development.  The  directors  replied  that 
tke  engines  in  use  were  fully  efficient,  if  two  trains 
each  way  were  run  daily.  The  whole  freight 
moved  during  the  year  1840  was  but  31,739  tons, 
equal  to  less  than  twenty-five  tons  of  freight  per 
.  train,  each  way,  on  grades  nowhere  over  30  feet 
per  mile.  Truly  the  directors  might  say  the'r 
engines  were  sufficient  for  such  a  business.  And 
"  while  the  power  of  .these  engines  was  limited  to 
'  such  an  average  load,  their  cost  of  li-pairs  and  at- 
'  tendance  was  as  great  per  mile  run  as  arc  the  en- 
gines of  double,  and  nearly  treble,  the  weight  now 
in  use.  They  cost  nearly  as  much  and  earned 
much  less.     Hear  how  the  directors  then  quoted 

-  the  recommendations  of  the  committee  of  stock- 
holders. 

"They  go  on   to  represent  the  locomotive  es- 
,  tablishment  as  entirely  inefficient,  the  engines 
are  described  by  them  as  of  antiqu'ated  patterns 
'  deficient  in  power,  and  decrepid  for  want  of  re- 
■;  pairs,  although,  as  they  state,  thirty-five  thousand 
'  dollars,  had    been    expended    in    repairs     since 
'the  1st  of  January,  1838.     They   say   that  "  the 
Worcester  road  is  quite  behind  the  age  with  respect 
to  the  power  and  capacity  of  its  eugines."     Such 
was  their  imprtssiun  of  the  inefficiency  of  the  en- 
gines, that  they  make  the  following  recommenda 
.  tioD:  "  Your  committee  are  persuaded,   that  at 
least  six   new   engines  arc  required  immediately, 
and  would  recommend   their  immediate  purchase, 
as  moi>t  essential  to  the  success  of  the  ruad,  and 
would  also  r<  commend  that  uo  .ittempts  be  made 
i.   to  repair  mubt  of  tue  engiues  now  in  Lhcinfiimaiy, 
■~  and  liiHt  for  tiie  future,  no  new  engiuu,  icUh  cranu 
'..  axles,  or  mouuied  ou  lour  wheels  oiilj  ,  be  placed 
upua  the  ri-ad,  aud    that,  two   of  thei  i.ew  eu^mcs 
Should  be  freigUi  eugiues  of  supeiioi!  power." 

:  The  directors  complacently  assupied  that  the 
capacity  ol  an  engine  was  its  mileage  ^r  aunum, 

■  aud  maue  a  comp«-.riSon  of  their  owi^  with  the  eu- 

-  g.aes  of  the  Bostuu  u  .d  Lowell   andj   the   Boston 
;  aud  Providence  roa.^   ;  roads  botU  oJT  which  wen 

■  inen  ^uaerlng  trom  lucffieieut  efgides,  alifh)ugli 
;  the   Lowed  road    \.uii    not  so  bad  odj  its  \l  h<u  no 

-  grades  of  over  10  feet  per  miie.  v 

Hear  how  tbe  directors  answered  the  commii- 
^;'  tee: — 

"  Tbe  engines  are  found  to  be  lof  adequate 
■•power  to  couvey  the  ordiuaiy  passenger  trains  «i 
'■  *  regular  speed  of  more  lUau  tw^euiy  miles  mi  liour, 
;:  Aud  lo  convey  such  loads  of  freight  (is   ordinarily 
Oder,  provided  the  iraius  are  ruu  as  otteu  as  is  re- 
quired LO  satisfy   the  expectations  oi  customers.'' 

Tbe  freight  trains,  as  has  been  said,  carried  an 
average  less  than  twenty-five  tons  eacl). 

;.  But  in  less  than  three  years  after,  the  directors 
were  compelled  to  adopt  practically  the  very  sug- 

,  gestions  which  had  been  offiired  by  their  stock- 
holders in  1840.  In  their  report  for  1844,  bearing 
the  prominent  names  of  the  report  of '4^ ,  they 
tell  us,  as  if  from  necessity,  that         [         (^ 

"  The  cost  of  road  repairs  in  the  last  two  years, 
I  has  been  increased  not  only  by  the  acquisition  ot 
.  an  additional  track,  and  by  the  increased  number 

■  of  trains  passing  over  the  road,  but  by  the  greatly 
.    incicased  weight  of  loaded   freight, cars,  and  of 

keavy  engines,  which  cause  a  much  greater  strain 
upon  the  rails,  espQcially  those  of  the  original 
track."  { 

Tbe  rails  originally  laid  down  upon  the  Worces- 
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ter  road  were  mostly^of  only  38>^  lbs.  per  yard, 
bat  the  wear  of  the  heavy  engines  would  not  pro- 
bably have  been  so  apparent  had  they  have  had  a 
better  distribution  of  weight  than  had  been  gene- 
rally adopted  at  that  time. 

In  1848  the  same  men  speak,  as  if  from  convu- 
tion,  as  follows : 

"  Befoie  the  road  was  opened,  it  was  difficult  to 
convince  the  public,  that  the  business  upon  it 
would  be  sufficient  to  meet  the  charge  of  a  single 
track,  built  and  equipped  in  the  most  economical 
manner.  Tbe  work  was,  therefore,  necessarily 
constructed  on  the  most  limited  scale  of  expendi- 
ture, but  on  a  plan  admitting  of  expansion  as  neces- 
sity should  require.  The  expenditure  has  conse- 
quently been  progressive  ;  from  the  necessity  of 
affording  increased  accommodation  to  keep  pace 
with  the  increased  demands  of  business.  In  place 
of  a  single  track,  we  have  a  double  one ;  in  place 
of  a  light  rail,  adapted  to  the  use  of  engines 
weighing  ten  tons,  we  have  rails  of  the  heaviest 
class  now  in  common  use,  and  of  a  weight  un- 
known at  the  time  when  the  first  track  was  laid ; 
in  place  of  freight-houses  for  the  deposit  of  a  few 
loads  of  merchandise,  we  have  houses  which  ad- 
mit of  the  convenient  receipt  and  delivery  of  more 
than  a  thousand  tons  per  day." 

And  again :        :  .,  ^  /  ,       .  > ; 

"  The  necessity  of  a  great  increase  of  motive 
power,  as  well  as  of  cars  for  the  transport  of  both 
passengers  and  freight,  in  consequence  of  the  great 
increase  of  tonnage  transported,  and  of  the  num- 
ber of  passenger  trains,  is  sufficiently  obvious ; 
and  it  can  need  no  argument  to  show  the  expe- 
diency of  being  amply  provided  with  these  neces- 
sary means  of  transportation." 

It  is  here  proper  to  make  the  comparison  be- 
tween the  engines  now  used  on  the  Western  road 
and  those  used  on  the  Baltimore  and  Ohio  road, 
The  engines  of  the  Western  road  are  those  in  gen- 
eral use  on 'New  England  roads;  those  of  the  Bal- 
timore and  Ohio  road  ar-'  nearly  the  same  in  their 
proportions,  as  the  engines  of  the  Reading,  and 
other  great  freight  lOads. 

The  following  comparison  is  that  of  the  standard 
freiglit  engines  of  each  road. 

Bait,  and  Ohio.         Western. 
Diameter  of  cylinder,        19  in.  ■  -■       16  in. 
stroke,  22  "  20  " 

D.ameter  of  drivers,  43  *'  54  " 

Nuuiber  of  drivers,  8  4 

VS'cighl  oi  eLgine,        64,200  lbs.    45,000  lbs. 
Adticbive  Weight,         o4,200    "        30,000    " 
Greatest  weight  on  )       -  .,_-    „         -  ^nn    .. 

one  wheel,       }       ^•^'**  ^'^^ 

Diameier  ot  boiler,  46  in.  42  in. 

Lengui  of  tubes,  14  ft.  '10  ft. 

•N  umber  aiid  size  of  tubes  103  2>2  in-    131  1^^  in. 
Tube  surface,  y03sq.t\.      600  sq.  ft. 

Grate  surface,  24 >2  "  10      " 

Steam  used  per  mile        6772  cub.  ft.  3481  cubic  ft. 
Working  pressure,  90  lbs.  120  lbs. 

Working  speed  per  hour,    12  miles,      18  miles. 
Usual  load  up 


46  ft'.  g?adef  \  ^^  <=*"«  ^'^  ^<^°''»  ^^  cars,  208  tons. 
Greatest  load  >  ., 


up  45  feet. 


616 


Usual  load  up  >  ..(> 
.3 


144 


8311.  grade,  ^  ^"  '*'-  ^ 

Greatest  load  {  „-    „     „_q    „ 
up  83  feet,    ]^*  **'^  .   .    :    :^  -.    -::■« 

mTgr'aS^I    «    "     "2    ••   Nogradeofll6ft. 
Greatest  load  ),n 
up  116  feet.  J  ^^ 
Estimated  load  on  a 
level,  with  76  lbs 
steam  on  piston 
Cost  of  engine  $9,750 

Average  cost  of  repairs,  1862,    $709 
"  '«  "       1868,  $1,286 


It  remains  to  consider  the  expense  of  heavy 
against  light  engines.  There  are  many  advantages 
in  the  carriage  of  maximum  trains  which  do  not 
affect  the  wear  or  expenses  of  the  engine. 

Only  one  engine  man  is  required  for  any  engine  ; 
and  the  only  difference  In  expense  of  fireman  is  a 
slight  addition  to  the  wages  of  a  person  fiting  a 
large  engine.  Only  one  conductor  is  requived  for  a  . 
train  of  any  length,  while  whatever  be  the  length 
of  the  train,  one  brakeman  is  required  on  the  la^t 
car.  A  brakeman  can  control  more  brakes  in  a 
long  than  in  a  short  train.  Again,  frequent  trains 
involve  numerous  turnouts,  and  require  more 
switchmen.  And  trains  of  whatever  length,  sep- 
arated only  by  short  intervals  of  time,  are  more 
subject  to  accidents  on  that  account.  All  these, 
and  some  other  incidental  advantages  are  in  favor 
of  heavy  engines  and  long  trains. 

The  effect  of  heavy  engines  may  be  injurious 
from  two  causes.  First,  the  rails  and  general 
superstructure  may  be  too  light,  in  which  case 
their  limit  of  economical  resistance  is  exceeded. 
Second,  the  weight  of  the  engine,  even  if  not  ab- 
solutely great,  may  be  so  concentrated  upon  a  few 
wheels,  say  two  or  four,  as  to  produce  the  effect  of 
the  cause  first  named. 

The  fact  that  much  of  the  iron  in  use  on  New 
England  roads,  and  upon  steep  grades,  is  not  over 
56  lbs.  weight  to  the  yard,  has  prevented  the  use 
of  heavy  engmes  upon  such  roads.  The  effects  of 
heavy  engines,  aggravated  by  an  improper  distri- 
bution of  their  weight,  when  tried  upon  such 
roads,  have  created  a  prejudice  against  their  use. 

The  second  cause,  that  of  the  concentration  of 
weight,  often  to  the  amount  of  14,000  lbs.  on  a 
single  wheel,  has  operated  to  crush  the  tracks  of 
the  English  roads,  by  which  the  greatest  concern 
has  been  caused  for  the  success  of  lailway  invest- 
ments in  England. 

It  is  the  iusuffiuienir  strength  of  the   rails,  and 
!  the  insufficient  distribution  of  weight,   together 
with   the  limits  imposed  by  the   "  inside  connec- 
tion," that  have  prevented  the  adoption  of  heavier 
engines  ou  INcw  Euglaud  roads. 

But  one  very  fruitful  cause  of  the  rapid  destruc- 
tion of  iron,  especially  where  heavy  engines  are 
used,  and  on  grades,  is  the  inferior  quality  of 
much  of  the  imported  stock.  The  greatest  num- 
ber of  failm-es  occur  from  lamination  or  splitting. 

The  committee  of  investigation  appointed  to  ex- 
amine tha  condition  of  the  finances  aud  of  the  es- 
tablishment of  the  Reading  Railroad  in  1846,  give 
the  following  accotmt  of  tbe  manner  of  failure  of 
a  random  lot  of  rails  which  had  been  removed 
from  tnc  track. 

Of  209  bars,  were  split 153 

Spread,  fiattened  or  crashed  at  the  end 10 

'•  "  "         one  foot  from  end ..  5 

8 
7 
6 
8 
2 
10 


168 


n  a) 
lbs.  \  1, 

3.       ) 


385  tons. 


711  tons, 


$8,000 

$817 

$1,068 


two  " 

three  *• 

four  " 

five  " 

six  " 

in  the  center 


Total  -209 

In  1845  the  whole  renewal  of  iron  amounted  to 
295  bars  of  the  601b.  rail,  and  111  bars  of  the 
light  rail.  The  causes  of  the  removal  of  this  iron, 
as  stated  bj  the  engineer,  John  H.  Osborne,  at 
that  time,  were  as  follows : 
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Of  the  296  bare  of  60  lb.  iron,  I  investigation,  (John  Davis,  Robert  Schuyler,  Amos 

1  was  bent  by  a  land  slide,  (could  be  straightened)  Bioney  and  Wm.  Raymond  Lee,)  say  as  follows: 
286  were  split,  showing  imperfect  manufacture.  »  m    •       r         .      •  i,* i.;„»  :„  4i  «  -  ..  „ 

9  were  crushed.  & .-..-:  Trams  of  great  weight,  makmg   m  the  aggre- 

gate an  immense  tonnage,  have  been  drawn  over 
these  rails  by  engines  of  great  weight  and  power 
at  a  speed  of  fourteen  miles  an  hour,  and  the  rails, 
even  the  lightest,  are  yet  in  a  good  condition. 
The  weight,  to  be  transported  will  be  greater  by 
far  than  that  to  be  borne  on  any  other,  railroad  in 
the  country,  and  the  wear  and  tear  of  the  road, 
otherwise  expeusire  by  reason  of  its  numerous 
bridges,  will  be  in  proportion  to  its  business.     But 


295  ToUl.  :••'■':"■;?•;'; 

Of  the  111  bars  of  light  rails,     :X!    ^^jv^ 

3  were  rendered  useless, 
47  were  by  land  slides  and  accidents, 
61  were  unfit  for  main  line  but  fit  for  sidings. 


II 


yean. 

Old  52  lb.  English  rail,  light  track ; 

Average  of  1848  and  49 1  4-10  per  cent, 

1860 13-10       " 

1861 ..26-10       " 

1862 8  2-10       " 

1868 46-10       '■ 

Old  46  lb.  English  rail,  light  track,     k  .•  •. ,' 

Average  of  '48  and  '49 1  3-10  per  cent. 

1860 14-10      " 

"  1861 19-10      " 

"  1862 2  1-10      " 

"  1863 3  6-10      " 

All  the  rails  named  below  are  in  the  heavy,  or 
down  track,  used  only  by  loaded  coal  trains. 

Old  60  lb.  English  rail,  average  48  and  49,  6  2-10 
1860. ...8  3-10  1862.. ..12 

1861. ...9  4-83  1863....12  7-\p 

American  rail  "Phoenix"  pattern, 
60  lbs.  per  yard,  average  '48  and  '49  7-10  per  ct. 
1860....4  8-10  per  cent.     1862....  6  9-10*    " 
1861. ...6  8-10        "  1863.... 6  3-10*    " 

American  rail  "  Danville"  pattern,  60  lbs.  per 
yard  1861  1  7-10  per  cent. 

1862  6  1-10 

1863  8  2-10 

Several  inferior  patterns  called  "  Erie," 
1860 ....  14  8-10  per  cent.    1862 ....  14  2-10  per  ct. 
1861....  17  8-10        "     '    1863 ....  17  3-10    " 

The  "  Erie,"  pattern  is  of  English  manufacture. 
Winslow  compound  rail,  1852  3  4,-10  percent. 

1853  14  2-10    " 

Another  important  cause  of  the  destruction  of 
iron  is  the  unnecessary  speed  at  which  freight 
trains  are  often  run.  The  New  England  engine  is 
proportioned  and  adapted  for  a  higher  speed  than 
the  Baltimore  engine,  and  if  enlarged  in  size,  with 
its  present  proportions,  would  be  still  more  de- 
structive to  the  iron.  The  New  England  engines, 
being  proportioned  more  for  speed  than  power,  are 
less  able  to  control  their  trains  on  descending 
grades,  and  thereby  run,  often  times,  at  excessive 
speeds,  say  40  or  60  miles  per  hour.  It  is  the 
great  power  of  the  Baltimore  engines  that  enables 
them  to  ascend  grades  faster  and  descend  slower 
than  the  New  England  engines. 

With  rails  of  from  GO  to  70  lbs.  per  yard,  made, 
as  they  should  be,  from  American  iron,  and  with 
six  or  eight-drivei  engines  at  moderate  speeds,  the 
wear  of  rails  might  be  very  much  reduced,  even 
with  engines  of  thirty-two  tons  weight.  It  is  in 
the  province  of  the  motive  power  department  to 
provide  for  the  distribution  of  weight  and  to  limit 
the  speeds  of  freight  trains,  both  of  which  re- 
quisites would  prolong  the  life  of  railroad  iron  and 
•uperstructure. 

In  speaking  of  the  condition  of  the  tracks  of 
the  Reading  road  which  had  then  borne  the  trans- 
port of  1,800,000  tons  of  coal,  the  committee  of 


111  Total.  :■  ;  •    -i, 

..      ;.:--;i.--i.-.fc-.v-->- 

The  following  table,  from  the  last  Report  of  the 

Reading  Railroad  Company,  shows  the  per  centage  ... 

of  wear  of  different  kinds  of  iron  for  a  series  of  ««  ^ntertam  the  opinion  that  by  the  use  of  en- 

gines  of  uniform  avd  great  iceig/U,  and  of  trains 
of  a  maximum  length,  and  by  having  an  ample 
supply  of  engines  and  coal  wagons,  the  company 
will  be  able  to  reduce  the  speed  of  its  trains  to 
less  than  eight  miles  per  hour,  and  that  this  reduc- 
tion of  speed  will  com.)^n8ate  in  a  great  degree  for 
the  wear  occasioned  by  the  greater  weight  of  the 
trains."' 

The  wear  of  heavy  engines  upon  their  own  parts 
depends  far  more  upon  the  number  of  those  parts 
and  the  miles  run  than  upon  their  size. 

This  principle  is  well  sustained  by  the  experience 
of  the  Baltimore  and  Ohio  company  at  the  time  of 
their  adoption  of  the  present  class  of  heavy  en- 
gines. The  twenty-first  annual  report  of  that 
company,  for  the  year  1840,  says : 

"  The  whole  amount  charged  to  repairs  of  en- 
gines for  the  past  yiar  is,  $74,139  51 — from  whicli 
must  be  deducted  $3,119  28 — for  increase  in  stock 
of  materials  and  duplicate  parts  or  machinery — 
and  the  nett  amount,  showing  the  actual  outlay  fur 
the  maintenance  of  the  engines,  is  $71,020  2<. 
This  is  greater  than  the  corresponding  amount  foi 
the  preceding  year  by  $14,969  06— and  the  in- 
crease is  sufiicicutiy  accounted  for  by  the  addition 
to  the  number  of  the  engines  and  the  work  done 
by  them.  The  average  uumbei  at  work  during 
the  year  1848  was  equivalent  to53>^  of  the  fourth 
class,  and  during  the  year  1847  was  equivalent  to 
74.  Consequently  the  number  of  engines  ii 
greater  by  39  per  cent.  Th§  duty  in  tons  and 
passengers  carried  one  mile  is  also  greater  by  65 
per  cent,  while  the  increase  in  repairs  is  but  27  pe/ 
cent.  During  the  past  year  the  "  improvements' 
in  the  engines  were  about  equal  in  value  to  thost 
which  took  place  during  the  previous  year  and 
amounted  to  some  $10,500." 

The  cost  of  repairs  per  mile  and  per  ton  per 
mile  has  been  nearly  as  follows  for  the  several 
classes : 

kV  -  ■  . "  Cents  per    Cent  per  mile 

Class.  mile  run.     per  ton  drawn. 

1st .........11.97  .1696 

2d 7.18  ■:;        .1612 

3d 7.22  -    :.  .3506 

4th 8.0?---..         .3673 

General  average  for  all   :        ..     

classes,  8.78    -  .2506 

In  this  exhibit,  the  second  class  engine  appears 
to  have  the  advantage  of  the  first,  which,  in  its 
turn,  has  greatly  the  advantage  of  the  third  and 
fourih.  The  comparison  is  not,  however,  a  fair 
one,  as  between  the  first  and  second.  As  the  only 
two  second  class  engines  iu  the  service  have  been 
but  a  year  at  work,  w  hile  the  13  first  class  engines 
have  been  an  average  of  not  less  than  two  years 
upon  the  road,  and  have  labored  under  some  im- 
perfections, iu  their  smaller  parts,  which  have  now 
been  remedied.  But  for  these  circumstances,  and 
also,  in  a  measure,  the  state  of  the  road  upon 
which  the  engines  have  run,  and  to  the  fact  tF-ra 
the  first  class  engines  have  been  worked  much 
harder  than  the  second,  it  is  not  doubted  that  the 
economy  of  the  first  class,  in  repairs,  would  have 
been  considerably  greater  than  that  of  the  second. 

The  general  average  cost  of  repairs  and  re- 


*  IncladiDf  new  iroo  laid  during  the  year. 


newala  of  all  classes  of  engines,  upon  both  roads, 
has  been  10.14  cents  per  mile,  and  .3097  of  a  cent 
per  ton  per  mile.  In  the  preceding  fiscal  year, 
ending  Sept  80th,  1846,  the  general  result  upon 
the  Main  Stem  w:i8  8.4  cents  per  mile  run,  and 
.8270  of  a  cent  per  mile  per  ton  carried,  against 
8.78  cents  and  2606  cents  in  the  year  jnst  ended ; 
the  increase  of  cost  per  mile  run  being  but  4}^ 
per  cent.,  and  the  decrease  of  the  cost  of  the  real 
duty  performed  being  233^  per  cent.  This  com- 
parison simply  shows  how  muck  more  rapidly  the  use- 
ful  effect  of  the  motire  power  increases  than  the  cost 
of  obtaining  that  increase." 

The  following  was  the  classification  of  tngines 
then  adopted,  as  found  in  the  report  for  1846. 

The  whole  number  of  engines  belonging  to  the 
company  is,  at  this  date,  49 ;  divided  into  four 
classes,  according  to  their  weight  and  power — 
there  are  of  the 
Class.     Tons.  Wheels.  Rated  at. 

1st.       23        8  all  drivers,  13,     89  of  4t h  class. 

2d.       16t      8, 6,  all  drivers,  2,     4    '     " 

3d.       16        8, 4  drivers,  12,       18 

4th.      10        6, 4, 2  and  4  do,  22,  22 

The  principal  cause  for  increased  wear  by  adding 
more  wheels  to  an  engine,  to  effect  a  proper  dis- 
tribution of  weight,  would  be  the  increased  num- 
ber of  tires.  But  as  the  Baltimore  and  Ohio  com- 
pany had  commenced  the  use  of  cast  iron,  chilled 
slip  tires,  this  item  of  cost  was  at  once  measurably 
reduced.  This  improvement  is  now  estimated  by 
the  master  of  machinery  to  save  the  roed  $30,000 
yearly  on  a  stock  of  about  200  locomotives. 

It  will  be  seen,  however,  by  the  comparison 
made  between  the  Baltimore  and  Ohio  and  the 
Western  railroad  engines,  that  the  average  cost  of 
each  of  the  former  was  but  little  greater  in  1862 
and  1853  than  for  the  latter.  The  Baltimore  en- 
gines now  weigh  about  27  tons,  and  are  adapted  to 
burn  coal,  which  involves  increased  expense  for 
r<pairs.  Since  1846,  also,  these  engines  have  com- 
menced work  on  the  high  summits  of  the  AUe- 
f  hanies  and  on  the  116  feet  grades.  The  expense 
for  engine  repairs  on  this  road,  in  1858,  was  made 
much  greater  than  usual  owing  to  causes  of  an  ex- 
traordinary nature. 

The  next  important  inquiry  Is  into  the  consump- 
tion of  fuel  of  engines  of  each  class. 

The  consumption  of  fuel  by  any  engine  depends 
upon  the  amount  of  water  that  can  be  evaporated 
in  its  boiler  by  a  given  quantity  of  fuel,  and  also 
upon  the  proportion  of  steam  generated  to  that 
economically  expended.  In  theory  the  consump- 
tion of  fuel  would  be  exactly  in  proportion  to  the 
expenditure  of  steam  of  a  given  pressure.  That 
is,  one  engine  having  cylinders  of  twice  the  capa- 
city of  another,  and  working  under  the  same  pres- 
sure, would  consume  twice  the  fuel.  But  in  prac- 
tice this  is  far  from  being  a  correct  result.  There 
are  numerous  and  important  sources  of  loss  of 
fuel,  which  must  remain  proportionate  to  the 
number  of  engines  r.ather  than  to  their  size. 

The  amount  of  fu.l  consumed  in  getting  up 
steam,  in  waiting  at  stations  ;  the  amount  lost  by 
leakages,  or  by  dissipation  under  the  grate  bars 
or  which  is  dissipated  without  effect  when? the 
door  is  opened  for  firing,  or  which  may  be  dissi- 
pated from  an  imperfect  draught,  and  more  than 
all,  the  fuel  lost  by  injudicious  firing,  all  are  near- 
ly in  proportion  to  tue  number  of  engines,  without 
regard  to  their  size.  This  conclusion  is  strikingly 
confirmed  in  practice,  upon  the  BaUimore  anl 
Ohio  road,  as  the  following  commanication  rtill 
show 
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Office  Mastkr  of  Machinery, 
Baltimore  and  Ohio  Railroad  Co. 
/  V<'  ":■-  V    :.'.•••  ■-.  ..  c^  February  15,  1854. 

Zehah  Colburn,  Esa.;  Engineer, 

Sib, Yours  of  the  8th  inst.  came  duly  to  hand, 

and  in  reply  to  your  inquiry,  would  state,  that 
after  a  series  of  experiments,  with  different 
locomotive  engines,  on  our  road,  we  find,  that  the 
"  practical  proportion  of  the  consumption  of  fuel, 
and  water,  follows  the  expenditure  of  steam  "4n  the 
following  proportion.— The  engines  working  under 
similar  circumstances  of  steam  pressure,  &c. : 
.  •'  Engine  No  72,"  with  20x22  inch,  cylinder,  re- 
quires 885-1000  of  a  pound  of  coal  i>er  gallon  of 
water. 

"  Engine  No.  102,"  with  19x22  inch  cylinder, 
requires  1  3-100  pounds  of  coal  per  gallon  of 
water. 

"  Eagine  No.  7,6,"  with  17x22  inch,  cylinder,  re- 
quires 1  3-10  pounds  of  coal  per  gallon  of  water. 

We  have  no  practical  means  of  testing  whether 
an  "  Engine  of  a  given  colinder  capacity,  will  con- 
sume Ucice  the  amount  of  wood  and  water,  of  an- 
other of  half  the  capacity,  under  similar  circum- 
stances." But  my  impression  is,  from  the  above 
result,  that  the  larger  cylinder  would  use  less  than 
double^the  amount  of  wood  and  waier.  i 
,.    e;  .  - ,         Very  truly  yours,    ( 

■  .,■■  :::■■-;■.■?■  s.  j.  hayes,  ^^    i 

.  .•:'i         ..     "'*^  Master  of  Machinery. 

Beyond  the  greater  efficiency  of  fuel  in  gen- 
eraMng  steam  in  a  large  than  in  a  small  boiler, 
there  is  an  increased  effect  derived  from  usuig 
steam  of  a  given  pressure  in  a  large  engine,  com- 
pared with  a  smaller  one.  This  comes  from  the 
fact  that  the  resistance  of  the  pii>es,  ports  and 
blast  openings,  is  relatively  less,  but  principally 
because  the  condensation  of  steam  in  the  cylinders 
and  the  loss  by  priming  is  relatively  much  less. 

Notwithstanding  the  fiict  that  theory  would  in- 
dicate a  consumption  of  fuel  proportionate  to  the 
power  exerted,  it  is  probable  in  practice  that  one 
engine  exerting  twice  the  power  of  another,  could 
be  run  with  not  above  fifty  per  cent,  more  fuel. 
This  I  should  state  as  a  general  result,  in  view  of 
the  best  means  of  information,  and  as  applicable 
to  the  present  construction  and  method  of  working 
engines. 

It  is  interesting  to  trace  the  gradual  reduction 
in  the  cost  of  carrying  coal  over  the  Reading  Road, 
consequent  upon  the  adoption  of  heavy  engines 
and  the  running  of  maximum  trains  at  slow 
speed. 

The  cost  per  ton  carried  in  1844  was  41  8-10 
cents.,  but  the  engineer,  in  view  of  the  recent 
adoption  of  first  class  (first  class  l/iea)  engines,  said 
"  the  greatly  increased  power  of  the  new  engines 
(their  load  exceeding  the  average  of  1843,  218 
tons)  combined  with  the  expected  economy  in  the 
use  of  iron  cars,  (both  of  which  were  placed  on  the 
road  late  in  the  season,)  will  reduce  the  cost  of 
transporting  coal  during  the  coming  year  to  be- 
tween 35  and  38  cents  per  ton." 

That  these  anticipations  were  realized  is  s«cn  in 
the  next  leport.  In  1845  the  expense  was  37  1-10 
cents  per  ton,  a  reduction  of  4  7-10  cents,  over  the 
previous  year.  The  engineer  then  said  "  Thi^  de- 
crease in  cost  of  hauling,  of  4  7-10  cents,  per  ton, 
(•r  $38,271  11  on  the  years  business,)  has  been 
chiefly  effected  by  the  addition  of  the  first  class 
engines  put  upon  the  road  during  the  past  year. 


and  the  very  satisfactory  working  of  these  excel- 
lent machines.  Their  power,  economy  of  repairs, 
ease  to  the  track,  and  general  efficiency  have 
fully  equalled  the  anticipations  which  induced 
their  order  and  purchase.  By  their  use,  the  aver- 
age lead  of  the  past  year  has  been  295  tons  of 
coal,  for  all  engines,  an  increase  of  101  tons  of  coal 
per  train,  compared  with  the  business  of  1844." 

In  view  of  these  flattering  results  a  belief  was 
expressed  that  tho  working  of  the  engines  would 
show  a  still  further  reduction  in  the  coming  year 
to  33  cents  per  ton.  In  1840,  however,  a  heavy 
rise  in  labor  and  on  wood,  occurred,  sufficient  of 
itself  to  increase  the  cost  of  hauling  /iro  ceiils.  per 
ton ;  while  from  increased  cost  of  car  repairs,  and 
other  charges  wholly  independent  of  the  size  or 
weight  of  the  engines,  the  cost  was  38  and  89- 
100th  cents,  per  ton.  Had  there  been  no  rise  in 
fuel  and  materials,  nor  in  labor,  this  would  not 
have  exceeded  Z&%  cents,  a  reduction  on  the  cost 
of  the  previous  year.  One  important  cause  of  the 
increase,  however,  was  a  temporary  suspension  of 
business  during  the  season,  caused  by  a  severe 
freshet;  and  also  ths  falling  off  in  the  demand 
for  coal  at  a  later  period  in  the  season. 

lu  1847,  an  increase  of  the  cost  of  fuel,  labor 
and  materials,  with  an  unusual  expense  for  contin- 
gencies, raised  the  cost  to  45  84-100  cent,  per 
ton. 

The  same  causes  continuing  in  1848,  the  cost 
was  45)^  cents  per  ton.  In  1849,  under  nearly 
the  same  circumstances,  the  cost  was  43^^  cents 
per  ton.  T}ie  expenses  of  coal  cars  this  year  were 
very  heavy. 

In  1850,  without  any  sensible  change  in  the 
character  of  motive  power,  but  under  still  higher 
prices  for  fuel  and  labor  than  before,  the  cost  was 
41  cents,  per  ton. 

In  1852,  under  about  the  same  circumstances 
as  in  1850.  but  by  a  considerable  use  of  anthracite 
fuel,  the  cost  was  reduced  to  35.  36  cents,  per  ton. 

In  1853,  with  average  trains  of  greater  weight 
than  in  any  previous  year,  viz.,  392  tons  of  coal, 
and  with  the  use  of  anthracite  the  cost  was  32.  49 
cents 
wood 


per    ton.    With    lighter  engines,  burning 
;  the  cost  was  38.  97  cents,  per  ton. 

The  power  of  the  engines  of  the  Reading  roa<J 
appears  to  have  been  increased  about  30  per 
cent,  since  1846.  The  amount  of  wood,  oil  and 
waste  consumed,  and  labor  employed  is  less  in 
amminl,  now  than  then,  but  is  about  30  per  cent, 
higher  in  price.  The  Repairs  of  engines  cost  at 
least  60  per  cent  more  now  than  then,  chiefly  by 
reason  of  a  great  increase  in  the  prices  of  labor 
and  materials,  and  to  the  effects  of  burning  an- 
thracite coal,  probably  less  than  10  per  cent,  of  the 
increased  cost  being  due  to  the  increased  size. 

Here  we  see  that  tho  Reading  Railroad,  having 
grades  the  most  favorable  possible  for  its  immense 
business,  has  been  gradually  increasing  the  cap.v 
city  of  its  engines  ever  since  it  commenced  busi- 
ness. It  is  now  using  engines  of  over  60,000  lbs. 
weight,  carrying  in  many  cases  loads  of  900  or  1000 
tons  weight,  and  averaging  nearly  400  tons  of  coal 
per  train  throughout  the  year. 

Tlic  Baltimore  and  Ohio  road  have  been  doing 
the  same  thing.  Although  tho  average  load  of 
their  coal  trains  was  only  about  100  tons,  in  1853, 
(limited  by  adverse  grades)  yet  from  the  cheap- 
ness of  their  fuel,  their  economy  of  making  repairs, 
and  from  having  no  "  drawbacks,"  "  dumpages,'' 


"  premiums,"  or  other  outside  charges  to  pay,  they 
are  carfjing  coal  for  less,  per  ton  per  mile,  than 
the  Reading  road,  with  all  its  advantages  of 
grades. 

That  the  Western  road  can  yet  practice  an  im- 
portant means  of  economy,  by  improving  the  con- 
struction of  its  engines,  there  cannot  appear  a  rea- 
sonable doubt. 

The  means  of  increasing  the  capacity  of  its 
engines  are  by  throwing  overboard  the  truck 
frame  and  substituting  driving  wheels  in  place ; 
by  which  the  power  of  the  engines  would  be  in- 
creased and  a  better  distribution  of  the  weight 
effected.  The  boiler  and  cylindei-s  should  be  en- 
larged, and  the  wheels  reduced  in  size  ;  by  which 
more  power  would  be  had,  and  at  a  lower  speed 
And  in  doing  this  the  railroad  managers  of  New 
England  must  come  boldly  up  and  adopt  the  im- 
provements whichj  nioi.0  cnterprizing  managers 
than  themselves  have  made.  There  is  a  popular 
sentiment  which  demands  improvement,  and  it  is 
certain  that  every  real  improvement  will  be  adopt- 
ed in  practice,  no  matter  who  is  jealous,  or  pre- 
judiced, or  adversely  interested. 

It  is  undeniable  that  important  improvements 
have  been  made  in  locomotives,  not  only  since  their 
first  adoption,  but  within  tho  last  few  years.  It  is 
equally  undeniable  that  New  England  companies 
have  been  the  slowest  to  adopt  them ;  and  have 
not  recognised  many  of  them,  even  yet.  It  is  un- 
deniable also,  that  the  general  interests  and  the 
railroad  interests  of  New  England  suffer  from  the 
absence  of  these  improvements,  by  which  the 
efficiency  of  motive  power  is  diminished,  and  the 
relative  cost  thereby  increased. 

The  Western  road  has,  I  believe,  renounced  the 
purchase  of  the  inside  connected  'engine.  It  is  a 
good  move,  but  one  which  many  other  roads  never 
had  to  make,  while  most  others  out  of  New 
England,  made  it  long  ago.  This  arrangement  at 
one  time  might  reasonably  claim  to  possess  in- 
trinsic merits.  But  its  demerits  are  now  obvious 
enough  ;  and  yet,  a  few  railroad  men  are  still  im- 
pressed with  a  belief  that  it  is  the  best  because  it 
has  been  sustained  longest  in  Ncic  England.  The 
crank  engine  is  a  heavier,  more  clumsy  and  un- 
safe, and  a  less  efficient  and  economical  plan  than 
the  outside  connection.  But  its  worst  featur*  has- 
always  been  that  it  imposed  limits  to  any  sensible 
increase  of  the  capacity  of  the  engine,  and  that  it 
prevented  a  proper  coupling  of  the  wheels.  The 
Balti  more  and  Ohio  Company  well  know,  at  least 
their  principal  officers  do,  that  their  20  inch  cyl- 
inder engines,  built  by  themselves,  arc  much 
more  economical  and  efficient  than  any  of  their 
others.  (These  20  inch  cylinder  engines,  I  have 
not  made  the  subjects  of  comparison,  however 
with  the  equipment  of  the  Western  road.)  But 
where  could  room  be  found  with  the  inside  conec- 
tion  for  a  20  inch  cylinder  and  22  inch  stroke  1 
Which  pair  of  wheels  could  it  attach  to  the  piston  1 
The  engine  would  not  be  practicable  upon  the 
narrow  gauge. 

I  might  have  shown,  in  most  minute  detail,  all 
of  the  advantages  of  powerful  engines,  especially 
upon  undulating  roads.  But,  besides  that  my 
own  engagements  do  not  now  permit  of  my 
elaborating  this  principle  to  the  extent  which  I 
have  already  done,  in  many  of  my  previous  arti- 
cles ;  and  which  I  shall  yet  do  in  another  connec- 
tion, when  I  have  the  time  properly  to  address 
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myself  to  the  task,— besides  this,  I  am  conscious 
that  the  larger  part  of  my  readers  appreciate 
these  advantages  already.  I  do  not  look  upon 
what  I  propose  for  Massachusetts  roads  as  an  ex- 
periment, for  it  has  had  the  confirmation  of  years' 
of  intelligent  experience.  I  only  contend  for  an 
application.  I  would  not  proi)Ose  the  identical 
engine  now  used  by  any  road ;  but  the  fundamen- 
tal principles  embraced  in  the  system  of  motive 
power  of  the  Baltimore  and  Ohio,  and  the  Read- 
ing Roads,  have  proved  their  value  enough  to 
command  the  attention  of  managers  in  New  Eng- 
land. 

The  great  principle  to  be  preserved  is  the  adai)- 
tatlon  of  power.  This  requires  a  practical  sense 
of  the  resistance  of  grades,  such  as  railroad  men 
do  not  always  possess.  They  have  not  perhaps, 
troubled  themselves  with  first  principles,  and  when 
they  sec  the  engine  start  a  monstrous  train,  equal 
to  its  full  power,  on  a  kvcl,  they  will  not  under- 
stand that  but  one  half  as  much  could  be  carried 
up  a  grade  of  22  or  25  feet  per  mile,  or  a  rate  of 
inclination  hardly  perceptible  to  the  eye.  But  so 
it  is.  Let  us  sec  what  would  be  required  in  the 
way  of  motive  power  to  take  a  train  of  711  tons 
on  a  level  and  up  different  grades,  say  to  60  feet ; 
the  performance  on  each  grade  to  be  with  the 
same  steam  pressure  and  at  the  same  velocity. 

Resistance,  Cylinder,  Stroke,  Driver 

Grade.          lbs.  inches,  inches  inches. 

Le^el.          7,111  16            20           54 

20  feet,       12,800  18            22            43 

40    "         18,800  21            24            42 

GO    "         24,900  24            26            44 

For  triiins  of  less  than  711  tons,  on  alevel,  or  an 
descending  grade?  ;  the  Reading  company  use  an 
engine  nearly  as  powerful  as  is  designated  for  a  20 
feet  grade.  This  they  do  in  order  to  have  a  sur- 
plus uf  power  under  all  circumstances,  and  to  en- 
able them  to  work  steam  expansively.  But  allow- 
ing ;v  IG  inch  cylinder,  20  inch  stroke  and  4}.<  feet 
wheel  for  a  level  road.  An  engine  to  pull  the  same 
load  on  a  60  feet  grade  only,  would  require  to  be 
of  24  inch  cylinder,  26  inches  stroke  and  but  44 
inch  wheel !  To  what  an  extreme  would  the  prin- 
ciple lead  us.  Is  it  proi)cr  then  to  stick  to  the 
light  engine  for  even  an  83  feet  grade  1  Is  it  proper 
to  surrender  a  portion  of  our  load  at  every  in- 
creased rise,  and  to  draw  little  more  than  the 
weight  of  engine  and  tender  up  the  steeper  grades. 

Adapt  the  engines.  Remember  that  as  the  load 
diminishes  the  gravity  increases,  and  that  when 
the  whole  load  of  perhaps  100  tons  is  barely  moved 
up  the  grade,  the  eight  tons  upon  the  engine  truck, 
neither  adds  to  the  useful  power  of  the  engine, 
nor  is  it  any  part  of  the  jjroductive  load.  It  is  so 
much  drag,  equal  to  one  half  of  a  loaded  cai-. 

Adapt  the  engines.  If  a  21  inch  cylinder  and  24 
inch  stroke  be  admissablc  upon  an  engine,  remem- 
ber there  is  the  same  reason  for  adopting  it  on  a 
40  feet  grade,  that  exists  for  the  use  of  a  16  by  20 
inch  cylinder  on  a  level. 

It  is  an  important  step  to  know  the  limit  of  size 
of  a  engine  upon  the  narrow  cauge.  For  a  freight 
engine  a  cylinder  of  21  by  24  inches  is  easily  at, 
tained ;  io  is  a  boiler  of  54  inches  diameter  and  14 
feet  long;  a  grate  48  inches  wide  and  7  feet  long- 
if  necessary.  Engines  of  35  tons  weight  are  per- 
fectly practicable  if  there  is  necessity  for  their  use 
and  as  to  the  latter  point  there  certainly  is  neces- 
sity, if  they  have  proi)ortionato  resistances  to  en- 
counter. ^  . 


To  show  kow  engines  of  a  size,  greater  than 
those  in  present  use,  can  be  made,  is  nothing  very 
diflScult  for  any  mechanic.  I  think,  however,  that 
I  have  shown  wky  they  should  be  so  made,  in  some 
•cases,  and  if  so  I  have  attained  my  object  in  the 
present  essay. 
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AVhen  will  they  be  rescinded  as  having  been 
fraudulently  procured?  When  the  false  state- 
ment or  the  suppression  of  truth  of  which  the 
aggrieved  shareholder  complains  is  of  such  a  char- 
acter as  to  materially  concern  the  intrinsic  char- 
acter of  the  road  to  which  they  relate.  It  is  not 
eveoy  misreprescutaliou  or  concealment  which  will 
be  sufficient  to  annul  a  subscription.  Redress  in 
such  cases  may  be  often  found  by  holding  the  man- 
agei-s  of  companies  to  a  strict  accountability. 

The  case  of  Pidsford  vs.  Richards,  19th  Eng. 
Law  and  Chanc.  Reports,  p.  381,  was  an  applica- 
tion to  the  Court  of  Chancery  based  upon  the  fol- 
lowing facts. 

Upon  the  establishment  of  the  West  Flanders 
Railway  Company,  a  person  named  Chantnell,  who 
had  been  instrumental  in  forming  the  company 
and  in  procuring  grants  in  reference  to  the  same 
from  the  Belgian  government,  obtained  from  the 
directors  an  agreement  to  pay  him  a  large  per 
centage  upon  the  capital  of  the  company,  had  al- 
lotted to  him  4000  shares  of  stoch,  and  guaranteed 
to  him  £500  a  year  as  a  permanent  salary,  as  gen- 
eral superintendent  of  the  road.  The  directors 
also  allotted  to  themselves  20,000  shares  of  the 
company's  stock,  and  10,000  shares  for  themselves 
and  the  shareholders  of  the  Sambre  and  Mensc 
Railway,  of  which  they  were  also  the  directors. 
In  the  public  Prospectus  of  the  company  inviting 
subscrii)tions,  these  facts  were  suppressed,  although 
it  was  stated  tliat  the  directors  had  reserved  a 
commission  of  £3  per  cent  on  the  capital,  as  a 
mode  of  reimbursing  themselves  for  their  time, 
trouble  and  outlays.       *:<'-' 

The  petitioner  in  this  case  prayed  the  court  that 
he  might  bo  relieved  of  the  shares  of  the  West 
Flanders  Railway  Co.,  for  which  he  had  subscribed 
and  be  re-paid  the  amount  of  his  deposit  money 
and  calls. 

But  the  Master  of  the  Rolls  held  that  the  omis- 
sion in  stating  facts  complained  of  in  the  case  in 
question  was  not  of  such  a  nature  as  should  en- 
title the  stock  subscribers  to  be  relieved  in  accord- 
ance with  their  petition. 

The  Master  observed,  in  substance,  that  Mr. 
Chatnell's  duties  must  mave  been  performed  by 
some  one,  superintending  the  expenditures  of 
money,  ascertaining  the  owners  of  land  and  nogo- 
tiations  relating  to  the  road  with  the  government 
and  with  individuals  were  very  essential  and  im- 
important  duties.  Mr.  Chantnell  seems  to  have 
been  peculiarly  fitted  for  the  duties  which  he  un- 
dertook to  perform.  It  was  the  duty  of  the  direc- 
tors to  procure  some  such  agent  at  a  fair  compen- 
sation for  his  services.  No  evidence  had  been  pro- 
duced to  show  what  was  a  fair  compensation  for 
services  like  those  of  Mr.   Chantnell  would  be. 


countrj-  traversed  by  the  road — the  difficulties  of 
construction— the  cost  of  the  land.reqaired  and 
the  like.  } 

The  extravagance  of  railway  directors  is  a  ques- 
tion between  them  and  the  stockholders,  to  be  ad- 
justed at  their  settlement  of  mutual  accounts,  but 
does  not  furnish  adequate  ground  for  annulling 
contracts  with  shareholders.  Both  before  and 
afier  the  establishment  of  a  line,  directors  must 
contract  in  relation  to  it  at  lair  and  honorable 
prices,  or  they  become  individually  responsible. 
If  indeed  the  directors  had  permanently  encum- 
bered the  roBd,  for  example,  by  a  rental  to  the 
Belgian  government  the  case  would  have  been  dif- 
ferent. But  certain  cxj)enses  are  incuitable  in  the 
formation  of  companies.  The  bill  was  dismissed 
with  cost«. 

merchandizf:  not  luggage.  -  -        ' 

In  the  lately  issued  volume  of  the  English  Ex- 
chequer Reports  is  contained  the  case  of  the  Great 
Sorlkcrn  Railway  Company,  Appellants,  vs.  Shep- 
herd, Appellee,  which  in  part  indeed,  is  only  a  re- 
iteration of  the  settled  doctrine  of  our  own  Courts, 
but  which  yet  presents  some  novel  points,  apper- 
taining to  the  Law  of  Common  Carriers. 

The  plaintiff  below  brought  an  action  to  re- 
cover damages  amounting  to  about  £40  for  the 
loss  of  ivory  knife-handles,  books,  carpet-bag,  &/C. 
lie  was  a  cutler  living  in  Sheffield,  and  with  his 
wife,  bought  third  class  tickets  of  the  Great  North- 
ern Railway  Company  from  that  place  to  London. 
When  there  he  purchased  a  quantity  of  knife- 
handles  to-  be  used  in  his  business,  and  returned 
on  the  same  da}'.  His  goods  were  contained  in  a 
deal  box,  in  two  brown  pai)er  parcels,  all  marked 
with  his  address.  Each  third  class  passenger  was 
allowed  5G  lbs.  of  luggage.  The  plaintiff  on  enter- 
ing the  return  train  placed  his  box  in  the  luggage 
car,  and  the  other  articles  under  his  seat  in  the. 
passenger  car,  and  in  so  disposing  of  his  property 
received  no  help  from  the  porters  of  the  train. 
At  Bedford  it  was  necessary  to  change  cars,  and 
to  wait  an  hour  for  another  train.  On  this  occa- 
sion too,  the  plaintiff,  below,  took  the  sole  charge 
of  his  goods  without  receiving  any  aid  whatever 
from  the  employees  of  the  Company.  There  wai 
no  guard  to  give  warning  in  case  of  interfering  • 
trains,  and  consequently  a  collision  took  place,  by 
which  the  plaintiff,  below,  was  injured,  and  it  be- 
c.ime  necessary  to  transfer  him  to  another  car. 
While  changing  his  car,  he  spoke  to  the  Railway 
porter  about  his  box,  &c.,  and  was  informed  that 
they  should  all  be  duly  cared  for.  The  box  WM 
found,  but  the  other  articles  were  not. 

^Several  questions  were  upon  the  appeal  submit- 
ted to  the  Court. 

1st.  It  being  conceded  that  most  of  the  articles 
lost  were  to  be  used  by  their  owner  in  the  manu- 
facture of  cutlery,  and  were  not  personal  luggage, 
was  the  Company  liable  for  their  value  ? 

2d.  Was  not  the  Comi>any  exonerated  from  lia- 
bility by  the  fact  that  the  luggage  or  goods  of  the 
plaintiff,  below,  exceeded  112  lbs.,  the  weight 
limited  in  England  by  law  1  ^  • 

3d.  Were  not  the  goods  to  be  regarded  as  re- 
tained by  their  owner  io  hi«  own  custody  and 


But  suppose  the  remuneration  allowed  to  him  to 
be  exorbitant,  silence  in  respect  to  it  would  not  be  '  possession  7 

a  good  reason  for  annulling  stock  subscriptions,      j     4th.  Was  not  a  new  contract  made  with  the 
It  was  iwl  a  suppression  of  the  facts  which  nj/'ected  ]  owner  of  the  goods  at  the  moment  of  changing 


the  itUrimic  value  of  the  undertaking.    That  would 
depend  upon  the  population  and  business  of  the 


cars  after  a  collision  1 
The  Appellate  decided. 
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Ist.  That  if  a  passengrer  so  i>acks  his  mprchau- 
dize,  that  it  passes  for  mere  luggage,  and  the  car- 
rier has  no  notice  that  it  is  merchandize,  be  is  not 
responsibly  for  its  loss.  The  contrary  is  trne  if  the 
carrier  knows  what  the  true  character  of  the  goods 
i<i,  and  consci.ts  to  receive  and  transport  them. 
.  And  luggage  is  only  what  is  ordinarily  carried  for 
traveling  purposes,  with  pcrhsps  a  book  or  two  for 
amusement  or  presents. 

The  American  Courts  have  substantially  di  cided 
in  like  manner.  Sec  2G  vol.  American  Railroad 
Journal,  p.  615,  ib  765,  ib  299,  ib  68.  VVlso  9 
Wendell's  Reports  85;  Orange  County  Bank  vs. 
Brown. 

2d.  That  where  the  limited  amount  of  lu°gago 
for  each  Railway  passenger  is  56  lbs.  and  a  hus- 
band and  wife  are  traveling  in  company  under  eii- 
cnmstances  to  which  that  limitation  is  applicable, 
the  bnggago  of  cither  party  may  exceed  that 
amount,  provided  the  luggage  of  the  tw?  L  ^ctlier 
does  not  in  the  aggregate  weigh  over  112  Tus.  It 
W4'u!d,  i'-i'Ici-d,  be  often  incoiivcnicnt  to  soil  out 
and  carry  separately  the  traveling  convcnij;ii.ies 
of  such,  us'.ially  confidential  conipaiions. 

3d.  Allhough  the  luggage  of  a  pa-ssengcr  i.s  not 
delivered  to  any  servant  of  the  Company,  the  law 
regards  it  as  being  in  the  custody  of  the  Company, 
and  holds  them  accountable  for  the  same.  The 
passenger  pays  for  liie  ?afj  transportation  of  him- 
self and  luggage. 

4th.  In  the  case  above  stated,  no  new  special 
contract  was  made  betweei.  tlic  parties  at  tho  time 
of  changing  cars,  but  the  Raihvay  porter  simply 
recognized  the  general  liability  of  tlie  Company. 

North  Missouri  KalIroa<1> 

The  following  gentlemen  have  been  elected  Di- 
rectors of  the  North  Missouri  Railroad  for  tho  cur- 
rent yi-ar:  Col.  John  OFalion,  Tiios.  T.  January, 
James  T.  Sweringcn,  Gerard  B.  Alien,  A.  Krekel, 
Calvin  Ciise,  Lewis  Bissell,  Jolin  D.  Coalter,  Rob- 
ert M.  Reiiick,  John  Hartnett,  Andrew  ilarper, 
Carlos  S.  Greeley,  Isaac  A.  Sturgeon.        •    > 


Newport  and  L<ouisvillc  Branch  Ilitilrond* 

At   tho   last  session   of   tho  Kentucky   Legis- 
lature,  an    act   was   passed  to    incorporate    tho 
..  Newport  and  Louisville   Branch   Railroad    Com- 
■;  pany.    This  is  a  very  iiuportant  enterprise.    New- 
.   port  and  Covington  arc  towns  in  Kentucky,  lying 
oppo.site  to  Cincinnati,  through  one  or  the  other  of 
■   ■which,  all  roads  approaching  Cincinnati  from  the 
South,  must  pass.     It  is  a  singular  fact  that  al- 
though Cincinnati  is  the  radiating  point  for  a  vast 
"  web  of  railroads,  connecting  her  with  the  E.-iSt 
with  the  Lakes,  with  Indiana,  and  with  St.  Louis 
and  Chicago,  she  has  no  southern  connections 
;    throusb  Kentucky,  except  the  Covington  and  Lex- 
ington Railroad,  which  is  in  progress.     And   this 
is  the  more  surprising  as  the  intercourse  between 
Cincinnati  and  Louisville  is  immense,  giving  now 
.V  full  employment   to   two  regular  daily  lines  of 
'  Bteam  packet  boats  of  the-  largest  class,  besides 
numerous  transient  boats;    and   the  vast -travel 
from   points   still  further   south,  would   also   be 
thrown  into  this  channel  if  a  railroad  was  in  exis- 
tence—especially during  the  season  of  low  water. 
Two  or  three  years  ago,  a  charter  was  granted 
for  a  railroad  from  Covington  to  Louisville,  hot 
the  orgaaization  ot  the  company,  as  woll  as  the  lo- 
cation of  the  road,  were  considered  oljociionable 
by  the  capitalists  both  of  Louisville  and  Cincin- 
nati, and  the  stock  has  not  been  taken. 


The  Newport  road,  chartered  last  winter  is  to  con- 
nect with  the  Louisville  and  Frankfort  Railroad,  at 
or  near  Eiainenco,  about  thirty  miles  from  Louis- 
ville, and  to  run  thence  to  Newport,  about  70 
miles,  making  tho  whole  distance  about  100 
miles.  This  is  about  the  length  of  tho  other  road 
— the  Newport  road  having  the  advantage,  if  it 
be  one,  of  having  only  seventy  miles  to  make. 

There  i.s  no  railroad  in  the  United  States,  made 
or  projected,  which  offers  better  prospects  for  pro- 
fitable investment  than  this.  It  will  be  laid  upon 
the  shortest  and  best  route,  between  two  populous 
and  flourishing  cities,  having  a  vast  and  rapidly 
increasing  commercial  and  social  intercourse  with 
each  other,  and  being  in  the  direct  line  of  an  Im- 
mense stream  of  trade  and  travel,  from  points  be- 
yond those  cities.  The  distance  between  Louis- 
ville and  Cini-innati  is  a  Tiiermopoly  which  few 
travelers  finl  it  convenient  to  avoid  in  passing 
through  tho  AVest,  from  North  to  South. 

At  Louisville,  this  road  will  hava  the  advantage 
of  llie  entrance  into  the  heart  of  the  city,  and  the 
us*!  of  extensive  depot-grounds,  in  consequence  of 
its  connection  with  the  Louisville  and  Frankfort 
Railroad — an  advantage  worth  several  hundred 
thousand  dollars ;  and  at  Newport  it  will,  through 
the  liberality  of  property  owners,  have  the  right  of 
»vay  and  depot  grounds  ceded  to  it  on  the  most 
easy  terms.  The  depot  will  be  on  the  bank  of  the 
Ohio,  iniiiiodiately  opposite  to  that  of  the  Little 
Miami  Railroad,  which  is  also  on  the  river  bank, 
rtitliin  the  business  part  of  the  city,  and  near  the 
jtteamboat  landing.  The  connection  with  the  Lit- 
tle Miami  Road,  which  inevitably  follows  the 
making  of  the  road,  must  be  of  obvious  advan- 
tage, that  being  the  oldest  railroad  in  Ohio,  well 
made,  in  fine  order,  with  valu  ible  connections 
prosperous  business,  and  high  credit,  while  even 
that  road  will  be  fortunate  in  a  connection  which 
will  probably  more  than  double  its  business. 

We  are  hA[)py  to  be  able  to  say  that  this  valua- 
ble road,  is  in  hands  which  will  not  allow  the  en- 
terprise to  sleep.        ,  J.  H. 


UlchigaM    Southern  and   Indiana  Nortbern 
RMlirnad. 

We  give  below  the  circular  of  this  Company 
stating  the  determination  of  the  directors  to  issue 
a  certain  amount  of  New  Slock  for  the  purpose  of 
providing  means  for  the  prosecution  of  the  un- 
finished works  of  the  company.  Of  tho  propriety 
of  raising  money  by  a  sale  of  stock  in  preference 
to  sale  of  bonds,  the  directors  are  the  best  judges. 
There  is  no  question  that  the  course  adopted  will 
readily  produce  the  amount  required.  The  route 
of  the  above  road  is  second  to  none  in  the  United 
States,  connecting  as  it  does,  by  the  shortest  line, 
the  southern  shores  of  Lake  Erie  and  Michigan, 
around  which  travel  going  east  or  west  must  al- 
ways pjiss.  A  prolongation  of  this  line  in  the 
same  general  direction,  to  the  Mississippi  river  on 
the  one  hand,  and  the  Atlantic  on  tho  other,  m.-iy 
be  regarded  as  identical  with  tho  azis  of  the  com- 
mercial system  of  this  country  ;  the  focal  point 
toward  which  every  part  of  it  tends. 

Office  of  the  Michigan  Sfu'harn,  and  Northern  ) 
Indiana  Riii-Hijad  Companies,      S 
No.  18  WiLLUM-SrREET.  Now  York  April  6th  1854 

SIR,  We  band  you  herewith  a  copy  of  Resolu- 
tions adopted  by  these  Companies,  pioviding  for 
an  increase  of  stock  for  the  purpose  of  completing 
the  Goshen  line  and  tho  Jackson   Branch,  and  for 


a  distribution  of  the  same  among  the  stockhol- 
ders. 

As  this  increase  has  not  been  heretofore  contem- 
plated, and  as  it  deviates  from  the  plan  originally 
adopted  by  these  Companies  for  the  construction 
of  these  lines,  it;  is  proper  briefly  to  explain  the 
reasons  for  it. 

Acting  upon  the  policy  long  since  settled  by  the 
Board  of  Directors,  and  steadily  adhered  to,  that 
no  Convertible  Bonds  should  be  issued  for  the  con- 
struction of  the  work  under  their  charge,  they 
had  proposed  to  provide  the  means  for  the  com- 
pletion of  the  lines  now  in  progress,  by  an  issue 
of  stock  for  a  portion  of  the  cost,  and  of  Mortgage 
Bonds  for  the  remainder. 

The  stock  was  accordingly  issued  and  distribu- 
ted among  the  stockholders  last  season ;  and  tho 
Bonds  were  prepared  for  sale  whenever  the  Com- 
pany should  require  the  proceeds.  In  the  m  an- 
time  the  entire  work  has  been  put  under  contract ; 
the  Iron  and  Equipment  all  purchased,  and  every 
preparation  made  for  bringing  the  lines  into  use 
by  the  close  of  tho  current  year. 

The  present  moment,  however,  is  very  unfavor- 
able foi*  ralizing  from  sales  of  the  Mortgage  Bonds ; 
and  the  Directors  feel  that  the  prices  which  those 
securities  would  now  command  in  the  market  are 
not  such  as  the  interests  of  the  shareholders  would 
justify  them  in  accepting.  They  have,  therefore, 
determined  to  make  a  further  issue  of  stock  to  the 
amount  of  25  per  cent,  tlpon  the  existing  stock, 
and  to  distribute  the  same  pro  rata  among  the 
stockholders  at  par,  in  the  manner  and  on  the 
terms  specified  in  the  annexed  resolutions. 

All  the  stockholders  of  both  Companies,  inclu- 
ding the  holders  of"  Construction  Stock,"  are  enti- 
tled to  their  proportion  of  this  new  issue, — the  last 
payment  for  which  (iis  will  be  perceived  by  the 
resolution)  falls  due  on  the  1st  July  next, — inter- 
est at  7  per  cent,  per  annum  being  allowed  to  that 
time  on  instalments  paid,  after  which  date  the 
stock  will  be  entitled  to  full  dividends. 

Stockholders  residing  in  Europe  or  elsevbere 
out  of  tho  United  States,  will  be  allowed  thirty 
days  additional  time  to  make  payment  of  the  first 
instalment ;  but  the  entire  payment  must  be  com- 
pleted by  the  day  stated.  Agents  are  requested 
to  notify  their  correspondents  accprdingly. 

Believing  this  arrangement  to  be  one  which  will 
promote  the  best  interests  of  the  Companies,  and 
of  the  shareholders,  the  Directors  invite  their  cor- 
dial co-operation  in  carrying  it  into  effect. 

We  avail  ourselves  of  this  oportunity  to  congrat- 
ulate the  stockholders  upon  the  very  great  in- 
crease in  the  business  of  the  roads,  as  indicated 
by  the  earnings  for  the  first  quarter  of  the  present 
year,  which  amount  to  $331,417  against  $196,234 
for  the  corresponding  period  last  year, — an  in- 
crease nearly  equal  to  70  per  cent. 

The  total  earnings  for  1853  were  $1,673,180. 
Should  an  increase  proportionate  to  that  above 
stated,  be  maintained  for  the  remainder  of  this 
year,  the  total  earnings  for  1854  from  the  comple* 
ted  portions  of  the  roads,  will  reach  an  amount 
considerably  exceeding  $2,000,000.  In  any  event, 
we  feel  sure  that  the  net  earnings  from  our  line 
will  be  ample  to  redeem  all  the  promises  of  profit 
which  we  have  held  out  to  the  stockholders. 

John  B.  Jervis,  President. 
Edwin  C.  Litchfield,  Treasurer. 

[resolution  refered  to  in  preceding  circular.] 
'  At  a  Meeting  of  the  Directors  of  the  Michigan 
Southern  and  Northern  Indiana  Rail-Road  Com- 
panies, held  at  their  OflBce  m  New- York,  the  4th 
day  of  April,  1854,  it  was. 

Resolved,  That  a  new  issue,  of  stock  be  made, 
equal  to  25  per  cent,  upon  the  amount  of  all  exis- 
ting stock  of  the  Michigan  Southern  and  Northern 
Indiana  Rail-Road  Companies ;  that  the  same  bo 
issued  in  the  proportions  of  three  shares  of  North- 
ern Indiana  to  one  share  of  Michigan  Southern 
Rail-Boad  stock ;  that  the  same  be  distributed 
equally  among  all  the  stockholders  of  both  Com- 
panies who  shall  be  such  on  the  morning  of  the 
first  day  of  May  next,  in  proportion  to  the  amount 
of  stock  then  held  by  them  respectively  ;  that  said 
stock  be  issued  to  the  stockholders  at  par,  and  the 
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payment  for  the  same  required  to  be  made  at  the 
Office  of  the  Company,  in  the  City  of  New- York, 
as  follows :  25  per  <ent.  on  the  10th  day  of  June ; 
and  the  balance  on  the  Ist  day  of  July  next;  with 
Jibc-ty  to  any  stockholder  to  pay  faster  or  in  full 
previous  to  said  dates ;  that  interest  upon  said 
payments  be  allowed  at  the  rate  of  seven  per  cent, 
per  annum  until  the  1st  daj'  of  July ;  on  and  after 
which  date  stockholders  who  have  paid  as  afore- 
said will  receive  certificates  of  said  stock,  which 
will  be  thereafter  entitled  to  receive  full  dividends 
equal  to  any  of  the  existing  stock.  Stockholders 
who  do  not  signify  their  intention  to  take  their 
proportion  of  stock  by  making  the  payments 
thereon  as  required,  will  bo  deemed  to  have  for- 
ft'ited  their  right  to  the  same.  Parties  entitled  to 
fractions  of  a  share  will  be  allowed  to  make  the 
same  full. 

Resolved,  That  the  President  and  Treasurer 
cause  a  Circular  to  be  issued  to  the  st'>ckhold''rs. 
informing  them  of  the  proposed  issue  of  n<'w  stock. 
and  the  terms  thereof,  as  sptcifled  in  the  preced- 
ing Resolution,  and  such  jmblic  notice  lo  be  given 
of  the  same  as  they  may  deem  proper. 

Kailnray  Extension  of  the  Tra'le  of  Montre- 

Ml. 

The  sagacity  of  those  citizens  of  Portland  and 
Montreal,  who  first  undertook  the  construction  of 
the  existing  railway  betwepn  these  'ities,  i?  now 
beginning  to  be  appreciated.  A'M>.'  i  l^  the  sever 
al  lines  of  Canadiar)  Atlantic  StesTi  ;<>.  Miis  road 
gives  to  our  city  the  advantage  of  a  sea  lort  dur- 
ing the  whole  that  sea.'^nn  in  which  nature  set-med 
to  our  ancestors  to  set  an  icy  seal,  impossible  to 
b«  opened,  on  the  operations  of  commerce,  and 
the  other  larger  intercommunicati^'is  of  mankind. 
But  while  .ve  begin  to  form  some  idea  of  the  truth, 
we  shall  not  measure  accurately  the  whole  of  the 
benefits  to  be  derived  from  this  great  basis  of 
trade,  till  the  dependant  lines  of  railway  have 
been  pushed  backwards,  not  only  to  the  extremity 
or  cur  own  borders,  but  to  the  feet  of  the  Rocky 
Mountains  Even  then  some  gorge  must  be  sought 
out —  some  "  notch"  or  waterworn  track  discov- 
ered, by  which  a  passage  may  be  opened  to  the 
locomotive  from  the  eastern  to  the  western  slopes 
of  the  Great  Western  range,  before  our  career  to- 
wards the  setting  sun  will  be  accomplished.  In 
short,  between  the'  enterprise  of  our  own  railway 
potentates  and  those  of  our  neighbors  in  the  Wes- 
tern States,  Montreal  must  shortly  be  a  principal 
stage  on  the  high  road  between  the  Atlantic  and 
the  Pacific,  and  practically  the  wharehouse  for  a 
vast  Atlantic  seaport,  whose  wharves  will  not  be 
confined  to  the  bfeachcs  of  one  city,  but  will  be  di- 
vided among  the  three  cities  of  Quebec,  Montreal 
and  Portland. 

The  special  circumstance  that  brings  the  sub- 
ject under  our  notice,  and,  thiough  eur  mediation 
to  the  notice  of  our  readers,  is  the  reception  by 
lis  of  a  manuscript  report,  not  yet  printed,  but 
just  presented  by  Mr.  Walter  Shanly,  well  known 
as  a  Canadian  Engineer,  to  the  Directors  of  the 
Port  Huron  and  Lake  Michigan  Railroad  Compa- 
ny. The  object  of  this  Company,  it  may  be  short- 
ly stated,  is  to  cross  the  State  of  Michigan  in  a 
line  which  shall  be  the  extension  of  our  own  Grand 
Trunk,  westward  from  its  termination  at  Port  Sar- 
nia.  It  may  not  be  uninteresting  to  Canadians, 
who  feel  pride  in  believing  their  countrymen  equel 
to  any  enterprise,  to  learn  at  once,  that  not  only 
the  survey  for  this  project  has  been  made  by  a 
fellow  countryman,  but  that  the  whole  work  has 
been  contracted  for  by  the  Canadian  firm  of  Hol- 
ton,  McPherson,  Gait  and  Gzowski. 

The  whole  distance  thus  brought  into  the  most 

.  direct  communication  with  this  city  is  westward 

to  Prairie  du  Chlen,  bine  hundred  and  fifty-eight 


many  years  exertion— but  springing,  spontaneous- 
ly from  beneath  the  locomotive,  shows  the  won- 
derful adaptation  of  those  fruitful  regions  to  al- 
most unlimited  progress,  and  the  iraj>eralive  ne- 
cessity for  the  seaboard  to  be  connected  with  them 
to  order  to  partake  in  its  own  degree  of  their  pros- 
perity. We  regard  this  extension  of  our  main  ar- 
teral  communication  on  the  other  side  of  Lake 
Huron,  as  essentially  a  Montreal  road,  as  if  it 
were  to  be  construciioa  where  its  ternl?^us  could 
be  reached  in  a  quarter  of  an  hours  drive  from 
the  French  Church. — Montreal  Herald. 


hoxe,  is  equal  to  S2,120,000.  The  toUl  value  of 
these  mines,  is  equal  to  S7 ,033,300.  The  MHouDt 
of  copper  received  from  all  the  mines,  up  to  the 
opening  of  navigation  in  1854  is  estimated  at  14,- 
000  tons,  equal  in  value  to  84,620,000.  The  pro- 
dnct  of  the  Lake  Superior  district  for  the  year 
1854  will  exceed  3,600  tons,  which,  kt  the  present 
price  of  co|)per,  will  amount  to  nearly  S2,000,000, 
or  one-third  as  much  as  the  product  of  all  the 
English  mines. 


Publle  L.anils  of  the  United  States 

In  the  minority  report  of  the  Committee  on  pub- 
lic Lands,  made  a  few  days  ago  to  Congress,  it  is 
set  forth  that  an  official  statement  from  the  Com 
mJssioner  of  PuM'c  Lands  sliows   that  there   ha- 
been  gjant^d  to  the  States  nnd  Territori'-s  named 
up  to  June  30th,  185:3,  for  R;iiIroads.  Intorr-.a!  Im 
provements,    Schools   and  Deaf  arid  Dun»b  A«y- 
lumns,   and    to  States   for   seats   of  government. 
Public  Buildings,  Corporation.  &c.,  as  fvilowa : 

Roilrnods,  i^'C.     Puhlic  Biiildinrr$ 


mivrankee  and  nississlppt  fLallroad. 

The  earnings  of  this  road  continued  to  show  a 

most  gratifying  result.     The  earnings  for  the  first 

quarter  of  the  year  are  as  follows,  viz. : —  ^ 

1864.  1853. 

S23,224  2fl     January $10,801  26 


.lanu.arr . 

February...    26,102  33 

March 20.0'»8  61 


Total . . 


rO,115  23 


F.'brnarv....      8.930  86 
March..'....      8,143  35 


ToUl 


r5  46 


Acres. 

Acres. 

To  Ohio 

1,97  V630 

8.883.617     j 

To  Indiana 

2.2S3,219 

1.702.526 

To  Illinois 

4.036.848 

2,146.444 

To  Michigan . . . 

2,3^.3.477 

6.974.116 

To  Wiscottsin . . 

ISjIACA 

1.35t.6',0 

To  t<nva 

2.3:;n.:^n2 

121.-78 

To  >Fis.<80uri..  '. 

3,472.391 

3.580.751 

To  Arkansas.. 

3,62  3. 82r 

8  865.154     J 

To  L'uisana... 

1,332,124 

11.8(U,iro 

To  Mississippi. 

2,007,754 

2.514,175 

To  Alabama.. . 

1,867,2:^2 

240.f,43 

To  Florida 

1,475,507 

6,805,394 

To  California. . . 

7,265,404 

.•  •  *  • :. 

To  Minnesota.. 

6,429,244 

«  •  •  • 

To  Oregon 

12,186,087 

•  •  ■  • 

To  New  Mexico 

7,493' 120 

^            .  >  •  • 

To  Utah ....... 

6,681,707 

•  •  ■  • 

13  States,  4  Ter- 

ritoriesamt, — 

68,913,937 

54,148,514 

For  Railroads,  Internal  Improve- 

ments, &c 

-  -.,-  .  .,    .  ._ 

68,913,937 

-  ■     •'■' '  '  r ■  .  .'^ 

113,062,451 

Amount  sold  up  to 

»  same  date . . . 
over  the  sales. 

103,197,356 

Amount  of  grants 

19,865,095 

Add  grants  for  mil 

itary  services. 

21,841,080 

Amount . . . 

44,707,075 

The  above  exhibits  an  increase  of  over  150  per 
cent,  and  that,  too,  when  only  eighteen  milef  have 
b  M'n  added  to  the  length  of  the  road 

In  -efercncc  to  the  fulnT<».  we  copy  the  follow- 
ing froTOi  a  statement  o^  th'-  Snperirtend'-nt  and 
Ciiief  E'lSineer,  vccrrly  p'-  •'•sb*^!  in  the  MiUvau- 
isC"  S''ntit;e1. 

"  I  b-«*-e  t1ion?ht  \*  pmn-  ••  •»  sar  thui  the  r  ^tA 
will  h**  >•>  oiHT.-j'ion  to  M:»'li'»'"»  about  tit-  fi-w»  of 
'^f  .Tnu'',  a'.d  th."it  the  g'"ss  r- c  ints  for  th«*  Vf}\r 
1854,  are  c'^timat  d  at  «4tK),00:):  a.d  ar.>«ing  40 
1KT  cent,  of  thesanie  for  the  exj»en«<*  of  oiierating 
the  road,  Kaves  an  account  of  dividends,  on  a  cap- 
ital of  about  82,000,000,  $240,000,  equal  to  12 
per  cent. 

The  following  are  the  monthly  estimates  of  busi- 
ness, which  give  ttc  above  result : 

January.  1854, .823,224  29 

February, 26,192  23 

March, 20,698  61 

April, 22,000  00 

Mav,.... 25,000  00 

June, 27,000  00 

July,. 


Amount  of  grants  and  sales Acres  252,001,787 

Had  the  lands,  says  the  Report,  granted  to  the 
States  and  Territories — 123,002,451  acres,  been 
sold  at  Government  price,  it  would  have  amounted 
to  8153,848,054.  Of  this  sum  Virginia  was  onlltl- 
ed  to  millions  of  dollars. 

In  one  cfise  only  of  grants  to  railroads,  that  oj 
the  Illinois  Central  Railroad,  the  report  shows 
this  Company  hane  received  2,751,711  acres, 
which,  at  government  price,  would  amount  to  ^4,- 
689,639.  ,      ..     .  . 

Lake  Superior  Copper  Sllnest 

TheLake  Superb'-  Jour/ial  publishess  several 
particulars  with  regard  to  the  mines  in  that  dis- 
trict, including  a  statement  of  copper,  iron  and 
silver  ores  received  at  Sanlt  Ste.  Marie,  during 
the  past  year,  from  which  we  find  that  the  enor- 
mous quantity  of  1,351  tons  326  pounds  was  Uikcn 
from  the  Clifl['miiie  alone,  while  the  average  yield 
is  about  30  tons. 

Of  34  Lake  Superior  copper  mines  we  find  that 
the    proprietorship    average   in  shaves  from   six 


r,ooooo 

August 30,000  00 

September, 60,000  00 

October, 60,000  00 

November, 44,000  00 

December, 34,884  77 

ToUil .-^.  ..S400,000  00 

It  is  hardly  necessary  to  add  that  if  this  result 
isf^attained,  (of  which  I  have  not  the  least  doubt, 
if  the  crops  are  a  fair  average)  on  a  road  of  which 
80  miles  is  in  operaiion  for  half  the  year,  and  90 
for  the  remaining  half,  for  the  first  year's  bosiLess, 
that  it  should  be  in  the  higest  degree  satisfactory. 
Besides  that  it  should  settle  beyond  a  doubt  that 
the  stock  of  the  M.  &  M.  road  will  be  a  ten  per 
cent,  stock,  under  all  circumstances  and  at  all 
times..     1.  Edward  H.  Brodhead, 

I  ,-.    "    '  Engineer  and  Sap't 


miles,  eastward  to  Portland  two  hundred  and  nine- !  to  one  hundred  thousand  dollars.     The  amount 


ty ;  in  all  twelve  hundred  and  forty-eight.  The 
distance  is  thus  divided,  viz  :  Prarie  du  Chien  to 
Milwaukie,  160  miles ;  Milwaukie  per  steamer  to 
Grand  Haven,  85  mile ;  Grand  Haven  to  Port  Sar-, 
nia,  202  miles ;  Port  Samia  to  Toronto,  168  miles ; 
Montreal  to  Portland,  290 ;  or  to  Quebec!  80. 

The  great  success  of  the  existing  roads  through 
Michigan— not  the  result  of  a  trade  built  up  after 


of  paid  up  capital  averages  about  12  per  cent  of 
that  sum.  The  value  of  the  Boston  and  Pittsburg 
mine  is  estimated  at  by  far  the  largest  figure,  viz ; 
$870,000,  while  the  lowest  is  the  Iron  City  mine' 
stated  to  be  worth  $30,000.  The  toUl  value  of 
all  the  mines  is  put  down  at  $7,033,300. 

The  whole  amount  paid  in  on  the  34  mines  of 
the  Lake  Superior  Coppor  region,  enumerated  a- 


Tennesacc.  -  ° 

COf.VTV  SUBSCRIPTIONS  TO  RAILROADS. 

The  following  is  a  copy  of  a  law,  recently  pass- 
ed in  Tennes.see,  regulating  the  subscriptioB  of 
counties  to  railroads.  It  is  entitled  an  act  to  pre- 
vent oppressive  county  taxes  for  railroad  pur- 
poses. 

Be  it  eaackd  by  the  General  Afseniili/  of  (lie  State 
of  Tennessee,  That  it  shall  not  be  lawful  for  any 
county  in  this  State,  which  may  have  heretofore, 
or  which  may  hereafter  subscribe  stock  to  »  rail- 
road company  or  companies,  under  any  law  au- 
thorizing such  subscription,  in  the  aggregate 
amounting  to  more  than  one-fift,eenth  of  the  value 
of  the  taxable  property  of  such  coonty ;  and  every 
subscription  of  stock  made  by  &ny  coanty  in  the 
State,  and  every  county  bond  issued  in  vioUtioir 
of  the  provisions  of  this  act,  is  hereby  declared 
null  and  void  as  to  so  much  as  shall  be  an  excess 
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of  the  limit  aboye  stated.  Proyided,  that  no  coun- 
ty in  this  State,  under  an/  existing  law,  shall  sub- 
•cribe  in  the  whole  exceeding  one  million  of  dol- 
lars, in  its  corporate  name  and  character,  to  a 
railroad  company  or  companies.  Provided,  that 
this  act  shall  in  no  way  effect  the  validity  of  any 
county  railroad  subscription  heretofore  made, 
which  may  excee<l  the  limit  prescribed  in  this  act. 
—Passed  Feb.  23d,  1854. 

Amerlean  Railroad  Journal. 
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> 


NAME  OF  COMPANY. 


Stock  and  Money  Market. 

The  share  market  is  not  materially  changed 
since  our  last.  The  prices  have  recovered  some- 
what from  the  lowest  point  of  their  previous  de- 
pression, but  the  market  is  still  very  heavy. 
Transactions  in  bonds  arc  limited  to  fH-st  class 
securities.  Nothing  can  be  done  to  advantage 
with  new  loans.  The  market  is  still  too  much 
under  the  influence  of  the  news  from  Europe,  to 
indicate  the  real  value  of  our  own  securities. 

The  earnings  of  our  railroads  continue  to  be 
very  large.  The  returns  of  the  earnings  of  fifteen 
roads  for  the  month  of  March,  show  the  following 
aggregate  :— 

Statement  of  earnings  of  railroads  for  March,  as 
far  as  heard  from : 

1854. 

New  York  and  Erie, . . , 470,316 

Michigan  Southern, 149,396 

New  York  and  New  Haven, 68,130 

Cleveland  and  Toledo, 70,784 

Rock  Island  and  Chicago, 74,700 

Pennsylvania  Central, 486,184 

Ne^y  York  Central, 410,849 

Ohio  and  Pennsylvania, 81,150 

Cleveland  and  Pittsburgh, 37,790 

Macon  and  Western, 34,356 

Milwaukee  and  Mississippi,  . .  .     20,098 

Hudson  River 174,240 

Louisville  and  Frankfort, 22,504 

Muscogee, 13,555 

Indianapolis  and  Cincinnati,. . . .    26,248 


1853. 

371,491 
87,144 
00,556 
44,855 
New. 

310,955 

324,511 

36,743 

31,670 

26,592 

8,143 

119,803 
16,989 
3,001 
New. 


Maine 


S2,152,899  1,442,520 
1,442,520 


;  '  $710,379 

~  or  nearly  50  per  cent. 

The  above  result  shows  the  railroad  interest  of 
the  country  to  be  in  a  very  healthy  condition,  and 
that  a  very  active  internal  trade  exists. 

C>«len»  and  Ckleago  Railroad. 

This  Company  have  just  declared  an  extraor- 
dinary dividend  of  20  per  cent.,  payable  in  alock, 
and  are  about  making  an  additional  issue  to  the 
amount  of  25  pier  cent.,  for  the  purpose  of  pro- 
viding means  for  the  works  of  the  Company  in  pro- 
gress. These  issues  will  bring  up  the  capital 
amount  to  $4,200,000,  as  follows  :— 
Account  of  outstanding  stock,  June 

1st,  1854 S2,800,000 

Add  proposed  increase  of  25  per  cent.       700,000 


••    ''■■■    •    -            -•   $3,500,000 
Add  20  per  cent,  dividend 700,000 


:v.,v^,:>v,-  $4,200,000 

This  fssaing  of  new  stock,  in  preference  to  the 
sale  of  bonds,  for  the  purpose  of  raising  money,  is 
certainly  a  very  proper  course.  We  are  by  no 
means  so  clear  as  to  the  propriety  of  dealing  ex- 
traordinary dividends  by  a  Company  whose  works 
are  in  progress.  It  may  turn  out  that  such  divid- 
eod  was  paid  from  capital  instead  of 


Atlantic  and  St.  Lawrence. . 
Androscoggin  and  Kennebec 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth..      " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  aiid  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .      " 
Boston  and  New  York  Central      " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  M.-issachusctts..      " 

Worcester  and  Nashua " 

Western " 

Stonington R.I. 

Providence  and  Worcester.. .      " 

Canal Conn 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y, 

Buffalo,  Coming  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  .and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) (....-  " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga....  ", 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Pcnn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . ,  " 

Philadelphia  and  Reading " 

Philftd.,  Wilmington  and  Bait.  " 


1 


160 
65 
72 
61 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
65 
69 
29 
62 
58 
42 
67 
20 
74 
45 
11 
77 
46 

155 
50 
40 
45 
72 

110 
60 
66 
61 
62 
65 
64 
91 

132 
69 

60 

47 

35 

464 

144 

130 

96 
604 

118 

36 

23 

26 

60 

41 

32 

39 

96 

65 

45 

31 

63 

56 

20 

86 

96 

981 


.a 


1,638,100 

.  824,863 

1,073,673 

1,365,500 

285,747 

1,649,278 

1,485,000 

2,078,626 

3,016,634 

717,643 

600,000 


1,097,600 
2,486,000 
8,500,000 
1,600,000 
392,000 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,9501 
1,591,110 
2,860,000 
1,050,000 
3,540,000 

500,000 
1,169,228 
1,964,070 

250,000 
2,233,91 
1,140,000 
5,150,000 


2,973,700 
1,043,640 
1,439,694 
123,884 
341,100 
622,200 
none. 


2  9 

o  " 
H 


720,900  3,002,094 


none. 


550,000 
2,429,100 
3,500,000 


700,000 


1,457,500 

922,600 

2,350,000 


658,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,636 


206,190 
150,000 
402,326 
590,641 
180,000 
286,363 

1,192,976 
6,208 
191,600 
none. 
953,370 
295,038 
none. 

1,139,615 
194,445 

5,319,620 
467,700 
300,000 
500,000 
800,000 


6,973,700 
2,036,140 
2,520,981 
1,459,884 
713,605 
2,540,217 
1,485,000 


661,214 

1,400,000 
673,500 
1,745,516 
6,577,467 
12,000,000 
1,500,000 


M 
II-. 

"I. 

•>  «-  S 

o 


254,743 
177,003 
168,114 
208,669 
28,946 
150,638 
305,805 
287,768 
328,782 


13^,646 


800,000 
1,641,000 
440,000 
650,000 
701,000 
1,550,000 


2,044,636 
4,111,346 
3,579,041 
4,860,754 

633,906 
1,802,244 
8,120,391 
1,050,000 
3,716,870 

629,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1,342,693 
9,953,258 

1,791,999 
1,400,000 
3,150,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


496,397 

Leased  to 
Recently 


434,699 
803,024 
609,326 
887,219 
08,942 
258,220 
020,810 
294,183 
626,659 
188,442 
90,315 
374,897 
159,738 
244,323 
182,398 
1,525,224 
240,572 
291,417 


el 


o 

hi 

a 
« 


113,620  none 
80,063  none 

100,552:  none 

6 

11, 266' none 
79,659'none 

141,836  8 
55,266 

163,075 


4> 

< 

OQ 
Vi 

O 

hi 

A4 


61,613 


426,609 

687,000 

10,000,000 

3,740,615 

4,725,250 

1,875,148 


1,380,610 

2,596,488 

2,560,500 

jIn  progres 

872,000  1,921,270 

In  progres 

682,400i   987,627 
400,000!  1,070,786 
24,003,865:33,070,868 
7,046,395110,527,654 


977,463 
516,246 


23,085,600|  10,773,823 


1,579,969 

350,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 

6,656,.332 

6,000,000 


2,909,760 
201,600 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


6,102,936 

2,446,391 

33,869,423 

6,133,834 

607,803 

349,775 

774,495 

1,250,000 

1,832,945 


639,629 
329,041 
69,629 
114,410 
806,713 


Recently 
267,661' 
Recently 


6 
5 
6 
8 
none 

none 

none 

266,539none 

<«••      ••••la*** 

the  Vt.  Cient, 
opened,    none 

Inone 

114,098  6 
418,868 
226,639 
413,289 

26,412 
102,098 
310,875 
126,589 
214,633 

46,839 

35,214 
122,866 

21,490! 


8 
6i 
7 
5 
4 
6 
8 
6 
T 
none 
none 
8 
13,144jnone 
81,807  6 
746,736  7 
110,89a.... 
120,8921  6 

I  4 

294,269 10 
none 
none 


168,902 


428,173 


Recently 


76,760 
74,241 


opened. 

116,966 
opened 


opened. 


39,860 
23,496 


318,962jl,800,181 
1,063,6591  338,783 
681,445|  324,494 


205,068 


83 
80 
41 
98 
24 
80 

108 
37 
60 
88 

108} 

'124 

26 

9i 

lOf 

97* 


7 

8 
none 

4 
none 
none 


480,137 

90,616 

Recently 

213,078 
Recently 

173,546 


44,070 


329,677|Recently 


128,000 

476,000 

1,600,000 

13,000 


713,227 
10,427,800 


1,043,357 
1,693,711 
4,327,498 
1,220,326 
3,245,7201 
2,879,880 
1,266,143 
750,000 
1,702,628 
17,141,987 


2,399,166;  8,067,286 


Recently 
226,162 

1,388,386 
149,941 
603,942 
260,899 
118,617 

Recently 
265,827 


none 


196,847 
43,609 
openbd 

96,787 
opened 

136,017 
opened, 
opened. 

116,706 

478.418 10 


79,262 

316,269 

124,740 

76,890 

opened. 

106,320 


none 
noae 

7 
none 

4 
none 


none 

none 
8 


90 
1021 

82i 
100 

40 

66 

84 

96 

88 
117 

68 

94 

ie'i 

62 
97  f 
69 
96 
66 
122 


39 
95 

40* 
64 

•  •  •  > 

66 
130 


68 

•  •  •  • 

704 
63 
61 
28 
1061 
191 
70 


2,480,6261,261,987 
868,038  641,769 


7 

10 
3 
6 

8 
7 
6 


30 
33 

96" 
148 

131* 


126 
55 

78 

7C( 
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NAME  OF  COMPANY. 


c 

V 

o 


260 

30 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

65 

93 

33 

88 

60 

80 

125 

38 

29 

66 


Pennsylvauia  Central Penn. 

Philadelphia  and  Trentou " 

PennsylTania  Coal  Go " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central , " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenyille  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia.. Terin. 
Nashville  and  Chattanooga.  . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  Pitlaburgh ....  Ohio.  100 
Cleveland  and  Toledo. ......      "      147 

Cleveland,  and  Erie "       96 

Cleveland  and  Columbus "      136 

Columbus,  Piqua  and  Indiana.     "       46 

Columbus  and  Lake  Erie "        61 

Cincinnati.,  Ham.  and  Dayton    "       60 

Cincinnati  and  Marietta " 

Dayton  and  Western "       40 

Dayton  and  Michigan "        20 

Eaton  and  Hamilton ., "        36 

Greenville  and  Miami "       31 

Hillsboro "        37 

Little  Miami "       84 

Mansfield  and  Sandusky . . . 

Mad  River  and  Lake  Erie...     "     il67 

Ohio  Central "     1  67 

Ohio  and  Mississippi 

Ohio  and  Pennsylvania .... 

Ohio  and  Indiana 

Scioto  and  Hocking  Valley .. .     "       44 

Columbus  and  Xenia "       64 

Evansville  and  lUinois Ind.  I  31 

Indiana  Central " 

Indiana  Northern "      131 

Indianapolis  and  Bellcfontaine  "  i  83 
Indianopolis  and  Cincinnati..  "  i  90 
Lafayette  and  Indianap«.Ii8., .  "  j  62 
Madison,  Indianajwlis  *  I'oru  "  159 
Terre  Haute  and  Indiana|>olis    "       72 

Rock  Island  and  Chicago 

Chicago  and  Mississippi " 

Illinois  Central ;.     " 

Galena  and  Chicago . . , "        92 

Michigan  Southern  an* Ind.  N.Mich.  316 

Michigan  Central "     1 282 

P»<:iflc Mo.  138 


J& 


ee 
p. 

3 

a. 
a 
O 


9,768,166 


13,118,902 
1,650,000 


769,000 
1,372,324 

686,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


3,500,000 
4,000,000 
1,013,088 


686,887 


776,269 
879,868 
688,611 


.0 
a 


6,000,000 


6,677,103 


173,867 
200,000 


603,006 
040,000 
469,150 
707,968 
120,000 
1,134,698 


500,000 
3,000,000 


418,187 

1,214 

163,000 


150.000 


o  S 

O  " 
H 


13,600,000 


22,254,338 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,632 
2,966,574 


be  M 


at, 

be  <S 


1,943,827    617,625 


2,033,420 
348,622 
413,673 


o 

u 

a 

c 


798,193  7 
216,2371  8 
152,536;... 


227,6931   72,370j  7 


In  prog. 

7,002,396 
In  prog. 

3,405,879 


400,000 


835,000 
2,093,814 
1,430,150 

367,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 
"310,666 


187 


HI. 


136 


641,000 
850,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 


1,277,834 
In  prog. 

743,626 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
684,902 


122,8611 
254,376' 

62,702 
210,052 
109,268 

89,770 
510,038 


74,113  none 
113,266  7 


.a 


97 


1021 
02 


'99,077  10 
42,736  none 
12 

*153',898  0 


1,000,717  609,711;  7 


986,074 
934,424 
278,739 
69,590 
129,396 


173.542 


87,421 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


432,682 


777,793 


2,659,653;  321,793 
In  prog. 
550,000   925,000  Recently 
In  prog. 


5.*}5,608i  8 
456,468  ly, 
149,960  9 

21,731  .. 

71,536  8 


70 

40 

100 


50 
98 


126 


116 


76,079  8 


44,250 


267,278  10 


483,464  12 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


482,000 
1,000,000 
1,767,000 


2,450,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


4,000,000 


In  prog. 

3,169,733i  607,559 
1,855,000 

4,110,148j  640,518 
In  prog. 


Recently 

In  prog.  1 

"    Recently 
1,310,0621  314,434 


In  prog. 


237,506 


200,967  j 
oijcned.  ' 


352,133 
113,461 


10 


oi)ened. 


opened.   1 
108,612, 


10 


"  Recently  oi)ened. 

1 ,869,932  Recently  \  opened, 
opened. 


2,400,0001   516,414 
1,353,019;    106,944 


4,600,000 1 


268,0761 
71.446 


10 
4 


101 


63 
80 


46 

831 
89 


115 
66 


102i 
62 
75 


66 

'  •  •  • 

111 


77i 

79 


107 


77i 


90 
76 


70 
108 


500,000  In  prog,  i  473,548i  286,152 
3,741,564!  7,276,6161,200,922  586,920 


17 


8,977,663 


non 


8,618,5061,145,698 
In  progre8,BeceoUy 


682,816 
opened. 


121 

118i 
104  i 


Such  things  are  Lad  in  principle,  and  bad  in  prac- 
tice, and  are  calculated  to  engender  a  spirit  of 
speculation  and  extravagance  exceedingly  preja- 
dical  to  the  inleresEs  of  railroads  and  to  the  public 
good. 

The  Galena  and  Chicago  Railroad  has  been  on« 
of  the  most  profitable  and  best  conducted  roads  of 
the  West.  But  as  it  enjoys  no  monopoly  of  rovie, 
it  can  for  the  future  earn  only  a  redsonahU  income 
upon  its  cost.  It  is  unwise  to  raise  public  expec- 
tation to  a  pitch  that  cannot  be  sustained. 

To  Railroad   Companies  and 
Contra  e  tors. 

SECOND  hand  engines  for  sale  in  good  runnisf 
order  and  condition. 
2  engines,  10  in.x20in.  cylinder,  4  drivers  64  inch 

diameter,  about  16  tons  weight. 
2  engines,  10  in.XlS  in.  cylinder,  2  drivers  64  inch 
diameter,  weight  about  14  tons*. 
For  terms,  &c.  apply  to 

CLARK  &JESUP,        :-' 
i  ■*'.    General  Railroad  Agent*,:      * 

4tl6  38  Exchange  Plac^. 


HEAf f  riiiliiS. 

(ALGER'S   FORGE  ) 
ALGER  &  REED,  Proprietors^ 

MANUFACTUKKRS  OF 

Shat'lJiiK,   Cr.iMk-,   Vrni>^    Hi-dds    Boani    Slra|",    Ciimtccting 
11' kI^,  Pisloii  l((x\r<,  Cnink  Piim,  bi*\ 

RAILROAD  WORK, 

Cratiki',  Triiik  imd  C'ar  A\l<"<,  C<Him-<:tiii|;  R<hU  hih!  Vtumv*. 

SHIP   WORK. 

Aii-lior;,  Kini'-,  Trii>.»i-s.  O.tvit-,  Ti>j:t'l'".«,  io.,  tr. 
Also— ^^lll,Mr  Mill  ShuO.-,  ^l>a|>cF,  and  all  kin>l«  <il  Korcol  WmHc. 

cvms  AUiKit.  j.i,  BOSTON 


Duty  on  R«tlro«<t  Iroa. 

A  proposition  it>  now  before  congress,  which  w© 
hope  will  be  successful,  for  the  removal  of  the 
duty  on  railroad  iron. 

The  object  of  the  duty  is  two  fold  ;  revenue  and 
protection. 

We  think  it  can  be  easily  shown  that  the  removal 
of  the  duty  will  not  interfere  with  either  of  these 
objects  ;  and  that  the  effect  of  railroads  being  to 
add  very  largely  to  the  commerce,  consequently 
to  the  public  revenue,  of  the  country,  and  to  in- 
crease enormously  the  consumption  of  iron,  they 
should  be  exempt  from  taxation  themselves,  in 
int~^of  what  they  accomplish.    .  .:'        ': 

For  a  few  years  past  the  revenues  from  cusf^mts 
have  increased  beyond  precedent,  or  expectation. 
This  increase  is  due  directly  to  the  constraction  of 
railroads.  Build  a  railroad  through  any  portion 
of  th3  country,  and  you  at  once  increase  the  means 
and  disposition  of  the  people  to  add  to  their  com- 
forts and  luxuries.  The  people  of  Ohio  have  »m- 
doubtedly  more  than  dotiblcd  their  consumption  of 
dntij  paying  goods  within  the  past  five  jears. 
Railroads  have  created  a  market  for  their  product*. 
A  corresponding  import  trade  has  been  the  conse- 
quence. Railroads  have  filled  the  Treasury  of  the 
Government,  as  well  as  the  pockets  of  the  people. 
If  the  object,  in  relation  to  railroads  be  rerenve, 
then  their  construction  should  be  encouraged  in 
every  possible  manner.  Largely  as  the  duties 
which  they  pay  add  to  the  public  income,  the 
amount  which  they  are  the  means  of  adding  ««- 
directly,  are  oAen,  in  a  very  short  period,  ten  fold 
greater.  As  before  stated,  therefore,  were  revenue 
the  object,  the  first  care  of  govemmest  should  be 
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to  remove  every  obstacle  and  impediment  to  their 
construction. 

Such  being  the  influence  of  railroads  as  far  as 
the  revenues  of  the  country  arc  concerned,  the  ask- 
ing a  remission  of  duty,  is  simply  asking  for  jus- 
tice. If  they  have  been  the  means  of  increasing 
the  receipts  of  government  by  an  amount  ten  times 
greater  than  the  duty  paid  on  the  rails  imported, 
clearly  they  are  entitled  to  receive  them  dutyfree. 
Such  would  be  fair  dealing ;  and  such  concessions 
are  matters  of  common  occurrence,  in  the  ordinary 
operations  of  business.  The  right  of  the  question 
therefore  is  favor  in  favor  of  the  remission  of  the 
duty ;  and  if  revenue  be  the  object,  government 
should  take  the  most  effectual  means  of  increasing 
it,  which  is  the  removal  of  all  burdens  upon  the 
construction  of  railroads. 

The  question  of  proleclion  can  be  as  readily  dis- 
posed of.  A  railroad  that  requires  10,000  tons  of 
rails  in  its  construction,  will  in  less  than  five  years 
create  a  demand  for  30,000  tons  of  iron  for  ol/icr 
objects.  The  iron  maker  can  well  forego  the  less 
advantage  for  the  greater.  In  fact  he  carmot  so 
well  fortify  bis  own  interests  as  encouraging  these 
works,  by  removing  whatever  obstacles  exist  to 
their  construction,  among  which  is  the  present 
duty.  He  has  only  to  see  what  railroads  have 
done  for  hira  to  be  convinced  of  this.  They  have 
within  a  year  or  two  past,doubled  the  annual  con- 
Bumption.and  by  creating  a  demand  far  in  advance 
of  the  supply,  have  nearly  doubled  the  price  of  all 
kinds  of  iron.  Without  railroads,  the  iron  interest 
in  this  country  would  now  bo  where  it  was  throe 
years  ago,  in  a  state  ol  apparently  ruinous  de- 
pression. Shall  the  instrument  of  the  mighty 
change  which  has  been  effected,  be  punished  for 
the  good  it  has  done  1  Shall  it  contiime  to  be 
crippled  anditi  usefulness  impaired ;  orshall  it  be 
allowed  a  freedom  of  expansion  in  obedience  to 
the  wants  of  the  country,  elevating  every  interest, 
material,  moral  and  social. 

There  were  imported  into  this  country  in  1852, 
■  from  Great  Britain  alone,  439,893  tons  of  iron  of 
all  kinds.  This  amount  has  been  very  largely  in- 
creased the  past  year,  under  a  duty  much  larger 
than  any  manufacturer  would  ask,  for  protection. 
The  amount  imported  in  1853  probably  exceeded 
600,000  tons.  The  import  for  1854  will  probably 
be  equally  great.  If  we  have  to  import  such  an 
immense  quantity,  what  objection  can  there  be  in 
making  certain  varitics  duty  free,  provided  the 
duty  be  retained  upon  a  much  larger  amoimt  than 
our  domestic  establishments  can  produce.  If  the 
duty  be  taken  from  railroad  iron,  and  the  foreign 
article  only  used,  a  large  quantity  would  still  have 
to  be  imported.  Our  makers  in  such  case  would 
have  more  than  they  could  do— in  branches  of 
manufacture  where  the  present  duty  secures  to 
them  a  very  large  profit.  Could  it  be  urged  that 
the  removal  of  the  duty  on  rails  would  reduce  the 
make  of  iron  in  this  country,  we  admit  the  fact 
might  be  urged  as'a  specious  argument  against 
such  a  step.  But  as  it  would  still  leave  our  own 
establishments  with  an  overflowing  business,  the 
argument  for  protection,  falls  completely  to  the 
ground. 

The  question  of  protection,  therefore,  is  not  in- 
volved in  the  suspension,  for  a  limited  time  at 
least,  of  the  duty.  For  several  years  to  come,  we 
must  continue  to  import  a  much  larger  amount  of 
iron,  than  that  used  for  rails.    Our  domestic  estab- 


lishments will  have  ample  employment  in  the  manu- 
facture of  the  protected  article.  In  add  ition  to  these 
considerations,  the  manufacturer  nuist  have  suffi- 
cient jn-otection  in  the  high  price  which  prevails, 
and  must  continue  to  prevail,  for  an  indefinite 
period.  It  is  the  opinion  of  well-informed  parties, 
who  have  selected  proper  locations  for  their  works, 
that  they  have  nothing  to  fear  from  foreign  com- 
petition with,  or  without,  protection.  It  is  certain 
tliat  the  British  manufacturer  has  lost  in  a  great 
degree  the  advantage  which  he  once  possessed;  in 
having  an  abundance  of  cheap  labor.  The  enor- 
mous emigration  from  Great  Britain  to  tlie  United 
States  is  rapidly  equalizing  the  value  of  labor  in 
the  two  countries,  while  Avs'ralia  is  producing 
the  same  effoct  in  the  former  country  in  unsettling 
the  mind«  of  the  laboring  classes  n:id  in  creating 
a  spirit  of  speculation  and  adventure  which  is  in- 
compatible with  a  life  of  patient  industry  in  the 
same  kind  of  employment,  tha*  California  exertt'd 
over  tlio  public  mind  of  the  United  States.  We 
see  no  reason  why  iron  cannot  bo  produced  in 
suitable  localities  in  the  United  States  as  cheaply 
as  in  Great  Britain.  Cheap  food,  the  low  cost  of 
the  raw  material,  and  freedom  from  taxation, 
certainly  ought,  and  we  think  do,  off-sett  the  ad- 
vantage that  the  Englishman  possesses  in  cheaper 
labor,  and  greater  abundance  of  capital.  So  that 
whatever  may  be  the  absolute  price  of  iron  for 
the  future,  the  cost  of  production  in  the  two  coun- 
tries will  not  essentially  differ. 

The  effect  of  the  construction  of  railroads  has 
been  to  advance  the  price  of  iron  nearly  100  per 
cent.  By  the  present  mode  of  valuation,  the 
duties  aro  consequently  double.  This  advance 
alone  is  all  the  domestic  manufacturer  needs  for 
protection.  If  railroads  have  had  such  an  effect, 
why  not  remit  the  duty  till  the  price  shall  fall 
again.  They  have  secured  the  manufacturer  greater 
protection  than  ever  asked  ftora  the  govern- 
ment. They  have  effected  similar  results  for 
Government  as  far  as  revenue  is  concerned.  They 
have  been  the  means  of  paying  into  the  Treasury 
an  amount  ^i-e  fold  greater  the  duty  on  rails.  A 
case  for  interference  in  their  favor  by  the  remis- 
sion of  duty  is  thus  made  out,  beyond  cavil,  to 
our  mind. 

Planting  themselves  on  themselves  on  the  broad 
ground  of  the  justice  and  the  expediency  of  the 
thing,  railroad  companies  are  entitled  toimportall 
articles  used  in  construction  duty  free.  But  there 
is  another  reason  why  Government  should  inter- 
fere for  their  relief  at  the  present  time.  The  late 
rise  in  the  price  of  rails  have  enormously  in- 
creased the  cost  of  their  roads,  while  the  threat- 
ened war  in  Europe  has  served  to  check  almost 
entirely  the  flow  of  capital  from  that  country  to 
our  own.  This  has  thrown  the  cost  of  our  roads 
upon  our  own  people.  The  great  demand  created 
for  money  in  consequence,  has  carried  the  rate  of 
interest  to  a  very  high  figure,  and  has  exerted  an 
equal  influence  in  depressing  the  value  of  our 
securities.  If  Government  remit  the  duty  on  all 
iron  imported  from  and  after  the  first  day  of  July, 
1853,  the  companies  to  be  benefitted  will  not  still 
be  placed  in  as  favorable  a  position  as  roads  whose 
moans  were  provided,  and  whose  rails  were  pur- 
chased  before  that  time.  The  amount  sared  on 
iron  over  present  prices  is  equal  to  at  least  S30 
per  ton,  while  the  price  of  securities  at  the  two 
poriofls  show  an  almost  equal  disparity.    Such 


facts  takes  away  any  charge  of  partiality  in  favor 
of  the  companies  whose  roads  are  now  in  progress. 


•   -Vv     Brookljrn  City  RallrOMcl  Co. 

The  contract  for  the  construction  of  the  Brook- 
lyn City  Railroads  was  awarded  about  the  1st  inst 
to  Mr>  Wm.  O'Brien,  who,  we  are  happy  to  announ- 
ce, is  pushing  the  work  forward  with  all  the  des- 
patch the  weather  and  the  season  will  permit,  and 
will  have  two  miles  of  double  track  laid  in  Flush- 
ing Avenue,  by  the  first  of  next  week. 

The  contract  of  Mr.  O'Brien,  is  for  ten  and  one- 
half  miles  of  double  track  railway,  being  in  all 
twenty  one  miles  of  track,  to  be  laid  by  29th 
June.  From  Fulton  Ferry  their  will  be  one  main 
line  through  Fulton  Street  having  branches  through 
Sands  street,  Myrtle  Avenue,  Fulton  Avenue,  and 
Court  Street,  to  Hamilton  Avenue.  A  line  is  also 
to  be  constructed  through  Front  Street,  from  Ful- 
ton Ferry  to  Flushing  Avenue  where  it  intersects 
with  the  line  through  Sands  Street.  This  contract 
was  lot  by  the  Company  f  )r  about  seventy  thous- 
and dollars  or  a  little  over  »\x  thousand  dollars 
per  mile. 

The  charter  of  the  Company  authorizes  them 
to  lay  down  about  forty  miles  of  track  and  we  un- 
derstand it  is  their  purpose  to  extend  their  track 
ultimately  to  all  portions  of  thtf  suburbs,  fronf  the 
various  ferries;  but  the  pres'iint  contract,  we  bel- 
eive,  includes  only  those  lines  we  have  indicated 
above.  These  will  furnish  four  lines  to  various 
parts  of  East  Brooklyn,  over  two  miles  from  the 
Ferry. 

The  Company  have  sufilcient  means  to  com- 
plete the  work  in  the  best  manner  and  place  upon 
it  the  proper  Equipment ;  and,  judging  from  the 
immense  business  at  present  transacted  by  the 
various  lines  of  Stages  the  enterprise,  will  be  a 
highly  remuneratiug  one.  The  proprietorship  of 
the  Stage  lines  is  absorbed  in  that  of  the  railways 
and  while  the  stock  will  be  merely  transfered, 
competition  will  be  avoided. 

Wo  are  glad  to  see  Brooklyn  following  suit  in 
this  matter  of  City  Railways  with  so  much  energy 
as  we  look  upon  this  mode  of  conveyance  as  much 
the  safest,  most  comfortable,  and  expeditions  for 
crowded  Streets  of  any  we  have  seen  experimen- 
ted upon. 

For  instance,  two  horses  will  haul,  on  a  rail, 
twice  or  three  times  the  number  of  passengers 
they  can  in  a  Stage  over  the  pavements,  thus  get- 
ting rid  of  one  half  to  two  thirds  the  number  o^ 
horses  and  vehicles.  And,  again,  where  Streets 
are  crowded,  the  railways  have  an  advantage  over 
Stages,  in  point  of  safety  from  the  fact  that  the 
Cars  must  keep  on  the  track,  and  pedestrians 
know  that  if  they  get  clear  of  the  track,  in  such 
cases,  they  are  clear  of  danger ;  while  they  must 
run  for  dear  life  from  curbstone  to  curbstone  in 
order  to  be  secure  from  danger  of  being  run  over 
by  Stages. 

The  Brooklyn  City  Railway  Company  are  put- 
ting down  the  grooved  rail  and  we  understand 
contemplate  having  double  tracks  on  each  line. 
This  will  avoid  much  detention  and  add  greatly 
to  the  earnings  of  the  roads,  by  the  inducements 
it  will  offer  to  citizens  of  New  York  to  take  resi- 
dences in  Brooklyn  and  sabarbs,  where  they  can 
breathe  pure  air,  at  least,  a  portion  of  the  time. 

Mr.  O'Briev,  is  a  contractor  of  great  energy  and 
has  now  over  four  hundred  men  on  the  work, 
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Trhioh  as  denoted  above,  he  is  obligated  to  have 
done  by  the  first  of  July  next. 


Report  of  the  State  Kugiucer  upou  the  State 
Can  "lit 

[Continoed  Crom  Page  237.1 

VIL  A  COMPARISON  OF  THE  PRESENT 
BUSINESS  OF  THE  CANALS  WITH  THAT  OF 
FORMER  YEARS. 

The  annual  reports  of  the  tolls,  trade  and  ton- 
nage of  the  canals  furnish  much  information  on 
this  subject,  though  it  is  to  be  regretted  t  lat  they 
have  not  been  prepared  so  as  to  show  the  move- 
ments of  trade  on  each  of  the  canals  seperatcly, 
and  also  of  each  class  of  articles  on  each  canal. 

These  reports  are  very  voluminous,  and  are  dis- 
tributed through  many  volumes,  and  the  figures 
are  very  large,  so  that  it  is  troublesome  to  com- 
pare the  details  of  the  business  of  one  year  with 
that  of  several  others. 

For  the  convenience  of  those  who  desire  to  fol- 
low out  these  examinations  for  a  series  of  years, 
the  annexed  tanle  has  been  arranged,  which  does 
not  repeat  the  quantities  furnished  in  the  reports, 
but  in  place  thereof  shows  the  comparative  busi- 
ness of  1843  to  1853  inclusive ;  that  of  ISiS  being 
used  as  the  standard  for  the  comparison.  It  ex- 
hibits the  entire  business  of  all  the  canals,  and  that 
of  each  separately  ;  that  arriving  at,  and  that  leav- 
ing tide  water;  thnt  shipped  at  the  lakes,  and  al- 
so each  article  and  class  of  articles. 

The  rates  of  tolls  were  not  changed  from  1847 
to  1849.  In  1850  the  tolls  on  pork  and  its  pro 
ducts,  corn,  barley,  iron,  salt  and  merchandize 
wera  reduced.  In  1861  the  tolls  on  beef,  cheese, 
hides,  flour,  wheat  and  railroadiron  were  reduced. 
In  1852  the  tolls  on  lumber,  pork,  bacon,  lard,  tal- 
low, cheese,  butter,  cotton,  iron,  merchandize  and 
railroad  iron  were  reduced. 

The  famine  in  Europe  created  so  great  a  demand 
for  breadstufiTs,  that  the  trade  of  1847  was  incrased 
beyond  that  of  the  following  year,  for  this  reason 
the  comparison  has  been  made  between  the  years 
1843  to  1847,  and  the  years  1848  to  1863. 

The  examination  of  the  table  shows ; 

First — That  the  tonnage  and  the  tolls  of  all  the 
canals,  and  also  of  the  Erie,  and,  with  two  slight 
excptions,  of  the  Champlain,  increased  year  by 
year  from  1843  to  1847  ;  and  that  while  the  ton- 
nage increased  year  by  year  from  1848  to  1853, 
the  tolls  remained  about  stationary. 

Second— That  the  tonnage  and  the  tolls  of  the 
Oswego  canal  increased  rapidly  to  1847,  and  also 
to  1860,  and  then,  while  the  tonnage  continued  to 
increase  rapidly,  the  tolls  fell  off. 

Third — That  the  tonnage  arriving  at  tide  water 
increased  year  by  year  to  1847,  and  also  from 
1848  to  1863 ;  and  that  the  tonnage  leaving  tide 
water  increased  to  1848,  fell  ofl"in  1849,  and  has 
rapidly  increased  since. 

Fourth — That  the  tonnage  shipped  at  Lake  Erie 
has  increased  to  1847,  (the  increase  was  80  per 
cent.  Id  1847,  while  a  falling  off  of  25  per  cent,  took 
place  in  1848,)  and  has  increased  year  by  year 
from  1848  to  1863. 

Fifth — That  the  tonnage  shipped  at  Oswego  has 
increased  nearly  five  times  up  to  1848,  and  has 
regularly  increased  every  year  since,  being  six 
times  more  in  1853  than  in  1843. 

Sixth — That  the  tonnage  shipped  at  Whitehall 
has  increased  to  1846 ;  that  it  fell  off  one-half  in 
1847,  increased  in  1848,  and  has  continued  to  in- 
crease since,  except  in  1851,  when  it  fell  off  large- 
ly 

The  comparison  of  tonnage  and  toils  of  the  dif- 
ferent classes  of  articles  transported  shows: 

First — 1  hat  of  the  products  of  the  forest.  The 
tonnage  has  increased  year  by  year  to  1847  while 
the  tolls  increased  to  1846,  fell  off  in  1846,  increased 
in  1847.  The  tonnage  remained  stationary  in  1847, 
8,  and  9,  and  has  since  uniformly  increased,  while 
the  tolls  increased  from  1847  to  1850,  and  have 
fallen  off  every  year  since. 

Second — That  of  the  products  of  animals.  The 
tonnage  and  tolls  have  increased  to  1849,  and  have 
since  diminished  year  by  year. 

Third— That  of  vegetable  food.     The   tonnage 


and  tolls  on  all  of  the  canals  have  increased  year 
by  year  to  1847,  and  that  the  tonnage  has  increas- 
ed irregularly  from  1848,  while  the  tolls  decreased 
to  1851,  and  have  since  increased,  and  that  while 
the  tonnage  of  wheat  and  flour  from  this  State 
and  the  tolls  derived  therefrom  have  decreased 
since  1848.  From  other  States  they  have  stead- 
ily and  largely  increased. 

Fourth— That  of  manufactures.  The  tonnage 
and  tolls  have  increased  from  1843  to  '53  some  of 
the  years  showing  a  slight  falling  off 

Fifth— That  of  merchandize.  The  tonnage  has 
increased  year  by  year  since  1843,  while  the  tolls 
increased  to  1848,  remained  stationary  to  1850,  in- 
creased in  1851,  fell  off  in  1852. 

The  following  is  a  comparison  of  the  tonnage  and 
the  tolls  of  some  of  the  principle  .irticles  embacei^ 
in  the  foregoing  classes. 

Lumber. — The  tonnage  and  tolls  increased  to 
1847,  fell  off  slightly  in  1848,  and  have  increased 
rapidly  to  185-3,  except  in  1852  when  a  falling  off 
in  tolls  look  place. 

Beef,  Pork,  Bacon  and  Lard, — The  tonnage  and 
tolls  have  been  irr'gular. 

Butter  and  Cheese, — The  tonnage  and  tolls  have 
increased  to  1818,  since  which  they  have  rapidly 
decreased. 

Flour. — The  tonnage  and  tolls  have  increased 
to  nearly  double  in  1847  and  remained  nearly  sta- 
tionary to  1850.  The  tonnage  increased  to  1852 
and  fell  off  in  1853  while  the  tolls  decressed  rapid- 
dly  in  1851  and  also   1853. 

Wheat. — The  tonnage  and  tolls  increased 
to  nearly  three  times  in  1847,  fell  of  in  1848  and 
9,  increased  in  1850,  fell  off  in  1851,  and  in- 
creased rapidly  in  1852  and  '63. 

Corn. — The  tonnage  and  tolls  of  this  article  ex- 
hibit the  most  extraordinary  fluctuations,  the  ton- 
nai;e  and  tolls  being  six  times  as  much  in  1816. 
twenty  times  in  1847,  and  thirty  times  as  much, 
in  1861  as  in  1843.  They  decreased  in  1848, in- 
creased in  1849,  decreased  in  1860,  increased 
largely  in  1851,  and  decreased  very  much  in  1852 
and  '53. 

Oats  and  Barley. — The  tonnage  and  tolls  have 
generally  increased  year  by  year  to  1863. 

Domestic  Spirits,  Pig  Iron  and  Castings. — The 
tonnage  and  tolls  have  generally  increased  year 
by  year. 

The  stationary  condition  of  the  tolls  on  the  Erie 
canal  since  1848  is  mainly  owing  to  the  diversion 
of  a  portion  of  the  western  trade  by  the  way  of 
Oswego,  and  also  to  the  reduction  of  the  rates  in 
1850,  '51  and  '62. 

The  tonnage  from  ether  States  cleared  at  Oswe- 
go in  the  last  six  years,  has  been  nearly  eighteen 
hundred  thousand  tons,  more  than  half  of  which 
was  vegetable  food. 

The  tonnage  from  other  States  shipped  in  1862 
at  Oswego,  and  that  -sent  to  them  by  the  way  of 
Oswego  during  the  last  year,  amounted  to  five 
hundred  thousand  tons,  the  tolls  on  which  are  es- 
timated to  have  been  over  half  a  million  of  dol- 
lars. 

A  large  amount  of  the  trade  by  the  way  of  Os- 
wego belongs  to  Canada,  and  the  imperfect  navi- 
gation of  the  Erie  canal  west  of  Jordan  has  un- 
doubtly  caused  the  diversion  of  a  considerable  a- 
mount  of  trade  to  the  Oswego  route. 

The  reduction  in  the  tonnage  of  the  products  of 
animals  has  been  to  some  extent  owing  to  the 
transfer  of  thesft  articles  to  the  Central  and  New 
York  and  Erie  Railroads. 

The  following  table  shows  the  quantities  car- 
ried by  each  from  1849  to  1858 : — 

•Rrr  n  .«-io      By  Railroads. 
^y^*"*^«CentRR.  N.Y.&E. 
Product  ofanimals,  1849..  51,854     13,859     not 
1860. .79,919     29,572  opened. 
"  "         1851..  68,799    33,847  63,991 

1852.. 63,992  '»50,000  75,948 
"  ".        1863 . .  70,61 2  *80,000  99,765 

♦Estimated. 

The  reports  of  the  railroad  companies  after  1851 
do  not  furnish  the  amount  of  the  articles  forming 
the  classification  of  "  product  of  animals." 


in  the  reports  of  the  Central  railroad  for  1849^ 
and,  60,  and  of  the  Central  and  Erie  ffr  1861,  these 
articles  are  stated  from  which  it  appears  that  on 
both  the  Central  and  Erie  railroads  in  1851,  more 
than  one-third  of  the  amount  of  this  class  was 
made  up  of  live  cattle,  which  the  canals  did  not 
carry.  Another  third  on  the  Erie,  and  a  consid- 
erable amount  on  the  Central,  was  fresh  meat, 
game  and  milk,  which  the  canals  could  not  carry  ; 
and  th.^t  the  amounts  of  beef,  pork,  bacon  and 
lard,  which  together  formed  nearly  one-half  of  the 
articles  of  this  class  carried  by  the  canal,  formed 
but  one  thirtieth  of  this  class  on  the  railroads,  and 
that  butter,  cheese  and  wool  were  the  only  artic- 
les of  this  cla.<;s  carried  by  the  railro:*d«,  which 
were  to  any  extent  diverted  from  the  canal. 

The  diminished  amount  of  the  tonnage  of  vege- 
table food  from  this  Stat<",  transported  on  the  ca- 
nals during  tlw  List  few  years,  is  ascribable  to  the 
changes  which  have  taken  place  in  the  pursuits 
of  the  i»o}>ulation  of  the  interior;  manufactories 
have  sprun:^  uj)  in  almost  every  section,  which  fur- 
nished a  li'-.mo  consutnpt'on  for  these  products. 
In  the  counties  along  the  Mohawk  and  elsewhere, 
large  qua;iiities  of  flour  are  now  imported,  where- 
as fornieily  they  exported  it. 

The  cheaper  and  more  fertile  la'ids  «>f  the  west 
can  raise,  grain  which  the  farmers  and  mechanics 
of  the  State  can  pnrchaso  with  the  more  valuable 
articles  which  they  can  raise,  and  manufacture 
more  cheap'y  by  being  near  the  great  market. 

These  changes  ha»e-^ierr*ofore  been  more  ap- 
parent in  the  New  England  Stales  than  in  this 
State.  It  has  been  represented  that  five  millions 
of  barrels  of  flour  are  now  imported  into  New 
England. 

Similar  changes  will  continue  and  will  still  fur- 
ther reduce  the  amount  of  the  tonnage  of  this 
class  of  articles  on  our  canals,  from  this  State, 
while  it  will  at  the  samo  time  continue  to  increase 
the  tonnage  of  other  articles  and  will  also  require 
the  importation  of  more  of  the  agricultural  pro- 
ducts of  the  west,  and  thus  furnish  an  equivalent 
of  those  products  from  this  State  that  are  uo  long- 
er transported  on  its  canals. 
VIII.     COMPARISON  OF    THE  BUSINESS  OF 

THE  NEW  YORK  CANALS  WITH  THAT  OF 

OTHER  LINES. 

The.  statistics  of  the  trade  passing  through  the 
-channels  which  connect  the  interior  with  the  At- 
lantic, are  not  furnished  in  the  reports  of  other 
lines  in  a  convenient  manner  to  permit  of  a  com- 
parison with  those  of  this  State.  It  has  been  ne- 
cessary therefore  to  obtain  some  of  the  results  sta- 
ted in  the  following  tables  from  other  sources, 
and  in  some  cases  to  arrive  at  the  division  of  the 
trade  on  the  several  lines  by  estimate. 

A  comparison  of  the  trade  passing  through  the 
New  York  canals,  and  other  water  lines  to  tide 
water,  is  made  in  the  annexed  table  R. 

From  these  statistics  it  appears. 

.1st.  That  the  tonnage  transported  upon  the  St. 
Lawrence  canals  is  fifteen  ]Kr  cent,  and  that  tran- 
sported upon  the  Pennsylvania  canals  is  twenty- 
three  per  cent,  of  that  transported  upon  the  New 
York  canals. 

2d.  That  the  tonnage  arriving  at  tide  water  by 
the  St.  Lawrence  canals  is  fifteen  per  cent,  and 
that  by  the  Pennsylvania  canals  is  twenty-five  jjer 
cent  of  that  arriving  by  the  New  York  canals. 

31.  That  the  tonnage  from  the  western  States 
passing  through  the  St.  Lawrence  canals  and  that 
passing  through  the  Pennsylvania  canals,  are  each 
seven  per  cent  of  that  passing  through  the  New 
York  canals. 

4th.  That  the  tonnage  from  the  Atlantic,  des- 
tined for  the  western  States  by  the  way  of  the  St. 
Lawrence  canals,  is  thirteen  per  cent,  and  by  the 
l^ay  of  the  Pennsylvania  canals,  twenty  per  cent 
<^f  that  by  thd  way  of  the  New  York  canals. 

5th.  That  the  whole  tonnage  of  the  New  York 
brthern  railroad  is  six  per  cent ;  of  the  New  York 
entral,  is  nine  per  cent ;  of  the  Jfew  Jork  and  Erie , 

focu'tcen  per  cent;  of  the  Pennsylvania  railroad, 
it  two  per  cent ;  and  of  t'je  Baltimore  and  Ohio,  is 
sbven  per  cent,  of  the  tonnage  of  the  Erie  caaal. 

6th.  That  the  tonnage  shipped  from  the  westent 
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terminus  eastward,  by  the  Northern  railroail,  is  I  The  above  statement  shows  the  trade  of  the 
eight  per  cent;  by  the  New  York  Central,  is  three  Lakes  and  of  the  Vallej-s  of  the  Mississippi  and 
per  cent ;  by  the  New  York  and  Erie,  is  four  per  |  Ohio, 
cent;  by  the  Pennsylvania,  is  two  per  cent;  and 
by  the  Baltimore  and  Ohio,  is  three  per  cent  of 
that  shipped  by  the  Erie  canal. 


7th.  That  the  tonnage  shipped  fronx  the  eastern 
terminas,  westward  by  the  Northci-n  railroad  is 
five  per  cent ;  by  the  New  York  Central  is  eleven 
per  cent ;  by  the  New  York  and  Eric  is  twenty- 
two  per  cent;  by  the  Pennsylvania  is  five  per 
cent;  and  by  the  Baltimore  and  Ohio  is  ten  per 
cent  of  that  shipped  by  the  Erie  canal. 

8th.  That  the  through  tonnage  carried  by  the 
Northern  railroad  is  eight  per  cent;  by   the  New 

-  York  Central  is  two  per  cent,  by  the  New  York 
and  Erie  is  three  per  cent ;  by  the  Pennsylvania, 
and  also  by  the  Baltimore  and  Ohio  is  two  per 
cent  of  that  carried  by  the  Erie  canal. 

It  thus  appears  that  the  business  of  the  New 
York  Canals  exceeds  the  combined  business  of  all 
the  Cauiidian  and  Pennsylvania  Canals,  and  the 
New  York  and   Pennsylvania,  and  the   Baltimore 

'    and  Ohio  railroads  by  forty  per  cent,  and  that  the 
.     western  business  done  by  the  New  York  canals  is 

.  three  times  as  great  as  the  aggregate  business  of 
all  of  the  other  lines,  and  also  that  the  chief  jtart 
of  the  business  done  by  these  lines  is  the  local 
traffic  of  the  country  through  which  they  pass. 

The  cost  of  transport  by  these  routes  as  stated 
in  the  last  report,  limits  the  extent  of  tboir  com- 
petition for  the  trade  of  the  west,  and  hence  the 
rivalry  for  this  trade  is  between  the  water  lines 
leading  to  New  York  and  those  leading  to  New 
Orleans. 

The  annexed  statement  of  some  of  the  princi- 
pal articles  received  from  the  interior  at  New 
York  and  New  Orleans,  will  show  the  comparative 
amount  of  the  trade  conveyed  to  tide  \yater  by 
these  lines. 

1848,  '49  and  50. 
N.  Orleans.  N.  York.     N. 
Bacon,  tons  60,545        11,778        a5,000 
Butter,  "         2775        27,542  1,000        3,(568 

Be«f,  bbls,  200,901       264,072  9.300      12,430 

C'rn,b'sh,y  ,758,750  11,178,228  liO.OOO  151,012 
Chee8e,ton8,  3,998        43,569  1,500        8,000 

Flour,bl8.2,312,lll  8,636,207  92,700  363,100 
Lard,  tons,  130,400  12,124  19,000  5.287 
Pork,bls.  1,536,817  211,018  46,500  li;068 
Wheat,b'sh,852,497  8,708,759  3,300     167,108 

Ot'rgrain6,350,151  11,210,239        12,000     160,100 

StnUment  showing  the  trade  of  the   Lakes  and  the 
Valleys  of  the  U/iio  and  Mississippi, 

.••■•:■  For  theycar  1846. 

.'".'■.,■,:.■  V     .  .'...••,.  Mississippi 

,    Lakes.  Valley. 

Value  of  the  commerce  863,164,910  S183,009,725 
Tonnage  employed, } 


1852  in  tons. 
Orl'ns.  N.York 
4,861 


106,836 


steam,  tons,  ^ 

Tonnage  employed, ) 

fiat  boats,  tons,     ji 
Tons  transported. 
Value  of  shipping, 
No.  passengers  c.irried 
Receipts  fm  passengers,  $1,250,000 
Population  dependent^ 

for  communication  > 

to  market,  ) 

No.  mariners  employed, 


3,861,088 

$6,000,000 

250.000 


2,928,925 


0,972 


249,055 
300,000 

$12,9J2',3.35 

$3,"l9l",982 

6,576,027 

25,114 


For  the  year  1850. 

-M  ississippi 
Valley. 
$275,000,000 

135,559 


Lakes. 
$105,255,347 

185,017 


Value  of  commerce, 

Tonnage  employed,  ) 

steam,  tons,  ( 

Tonnage  employed,  / 

Hat  boats,  tons.     )  

Tons  transported,  6,530,84 1  

Value  of  shipping,         $  10,200,000  

No.  passengers  carried,      1,514,290  4,347,560 

Receipts  fm  passengers,  $2,335,000  

Population  dependent  ^        ..•.,; .    • 

for  communication  >       /.'......  

to  market,  ) 

No.  mariners  employed,        10,500  14,752 


This  table  docs  not  include  lumber,  sugar  and 
tobacco,  the  former  of  which  furnishes  the  heav- 
iest amount  of  tonnage  transported  on  the  New 
York  Canals  while  the  two  last  named  articles 
from  the  heaviest  items  of  the  tonnage  delivered 
at  New  Orleans,  because  these  articles  are  pecu- 
liar to  their  resjjective  routes. 

Of  these  exports  from  the  West  the  i)roduct  of 
the  hog  finds  its  chief  market  at  New  Orleans,  as 
it  is  not  slaughtered  early  enough  in  the  fall  to  be 
carried  through  or  canals,  while  wheat,  flour,  but- 
ter and  cheese,  which  can  reach  the  northern  wa- 
ter lines  before  they  are  closed  by  frost,  are  chief- 
ly conveyed  through  them. 

Whenever  the  cost  of  transport  by  the  northern 
route  is  cheapened  to  an  extent  equal  to  the  in- 
terest on  the  cost  of  those  articles  for  the  perio  1 
necessary  to  hold  them  until  the  northern  lines 
are  opened,  they  will  seek  that  channel.  The 
railroad  lines  penetrating  the  district,  the  trade 
»)f  which  is  now  disputed,  will  generally  increase 
the  trade  through  the  northern  lines. 

The  table  also  shows  that  the  commerce  of 
the  Valley  of  the  Mississippi  and  its  tributaries  is 
about  twice  as  much  as  that  of  the  lakes,  but  it 
is  proper  to  remark  that  a  portion  of  this  com- 
merce, on  some  of  these  tributaries  of  the  Missis- 
sippi, already  contributes  to  the  lake  business. 

When  the  enlargement  of  the  Erie  canal  is  com- 
pleted, the  cost  of  transi)ort  will  be  so  much  re- 
duced that  the  products  of  the  west  can  be 
brought  to  the  Now  York  market  from  as  far  as 
the  confluence  of  the  Ohio  and  Mississippi  rivers, 
cheaper  than  to  New  Orleans.  Whenever  this  is 
done  it  will  add  to  the  business  of  the  New  York 
canals  the  trade  of  one-fourth  of  the  States  of 
Ohio,  Indiana  and  Kentucky,  of  one-half  of  that 
of  Illinois  and  Wisconsin,  and  of  the  whole  of  that 
of  the  western  Mississippi  valley  above  the  mouth 
of  the  Ohio. 

This  territory,  according  to  the  census  of  1850, 
contains 


The  tonnage  of  the  Erie 
ern  states  arriving  at  tide 
lows. 

In  1840 158,148  tons. 


canal  from   the   west- 
water,  has  beeu  as  fol- 


1846 304,651 

1860 841,501 

1862 1,161,978 

1863 1,213,690 

The  increasing  ratio 


"  Increase ....  146,403 
"  ....536,950 
"  ....310,477 
"      ....   61,712 

of  the  business  fk-om  the 


An  area  of 287,014  sq  miles. 

A  population  of 2,050,000 

Land  in  farms  improved 14,050,000  acres. 

"        •'        unimproved..  19,000,000     " 

Cash  value  of  farms 301,500,000  dollars. 

"     live  stock  on  do  69,700,000     " 
The  ann'l  produen  of  wheat  w;is20,000,000  bushels. 
"     "     "     Indian  corn  wasl20,000,000     " 

"     "     "     wool  was 6,000,000  pounds. 

"    "     "     butter  was 2o,000,000     " 

"     "     •'    cheese  was 4,000,000     " 

value  of  animals 
slaughtered...  15,000,000  dollars. 

The  State  of  Ohio  has  a  lake  coast  along  her 
northern  border,  and  a  river  coast  along  the  south- 
ern ;  she  is  crossed  by  three  lines  of  canal  and 
three  of  railroads  from  the  Ohio  to  the  lakes. 

The  quantity  of  wheat  raised  in  this  State  till 
last  year  was  over  thirty  millions  of  bushels,  and 
of  corn  over  sixty  millions. 

The  house  consumption  docs  not  amount  to 
one-third  of  these  quantities. 

The  area  of  that  portion,  of  the  states  including 
in  the  above  table,  (excluding  the  territories)  is 
four  times  that  of  the  State  of  Ohio,  and  embraces 
land  which  is  capable  of  greater  production. 

In  view  of  the  facilities  of  the  water  lines  of  the 
r>hio,  Wabash,  Mississippi,  Illinois,  Wisconsin, 
Des  Moines,  Missouri  and  other  navigable  streams 
which  penetrate  it  in  all  directions,  and  the  rail- 
road lines  completed,  and  in  progress,  and  the 
rapidity  of  the  emigration  to  and  settlement  of 
the  country,  it  is  not  unreasonable  to  suppose,  that 
within  a.liniitcd  period,  the  population  and  pro- 
ducts of  this  region  will  be  equal  to  foui  times 
those  of  the  State  of  Ohio,  in  1853. 

This  would  give  a  population  of  eight  million, 
an  annu.ll  production  of  ov<y  three  hundred  mil- 
lions of  busliels  of  wheat  and  corn,  and  a  surplus 
of  all  kinds  for  export,  equivalent  to  at  least  five 
millions  of  tons  per  annum. 


western  states,  will  fully  occupy  the  augmented 
capacity  which  can  be  annually  given  to  the  Erie 
canal  by  its  enlargement  and  improvement  until 
it  is  completed. 

The  region  just  described,  together  with  an  in- 
crease of  the  products  of  the  country  already 
drained  by  the  canal,  will  furnish  a  business  more 
than  equal  to  its  increasing  capacity. 

.:   ,       CONCLUDING  PtEMARKS. 

In  the  preceding  remarks  ain  effort  has  been 
made  to  present  the  subject  of  the  internal  im- 
provements of  this  State  as  a  connected  system 
and  while  discussing  the  comparative  advantages 
and  distinct  duties  of  each  kind  of  improvements 
to  show  also  their  mutuidly  dependent  relations 
and  influence  upon  each  other. 

The  change  in  the  pursuits  of  the  population  of 
this  state  as  well  aa  the  concftitration  at  its  com- 
mercial capital  of  so  large  a  portion  of  the  trade, 
wealth  and  population  of  the  nation,  bas  made  it 
necessary  to  enter  into  an  examination  of  the  ex- 
tension of  the  system  of  internal  improvements 
through  the  great  basins  of  the  lakes,  of  the  Ohio 
and  Alississippi,  from  whence  so  large  a  portion 
of  the  trade  and  travel  which  is  to  furnish  the  fu- 
ture support  of  our  trunk  line?,  must  come. 

The  chief  points  which  have  been  examined, 
may  be  briefly  stated  as  follows : — 

The  natural  features  of  the  country  suggested 
at  a  very  early  day,  the  lines  upon  which  the  main 
works  were  to  be  constructed,  and  the  people  of 
this  State," availing  themsielves  of  these  natural  ad- 
vantages, commenced  and  completed  a  system  of 
internal  improvements  which  was  carried  oh  par- 
tly by  the  government  and  partly  by  private  en- 
terprise, in  advance  of  any  similar  undertaking  in 
the  Union,  to  a  greater  extent  than  any  state  of 
equ<il  domain,  and  with  a  success  that  hiis  excited 
the  emulation  not  only  of  her  sister  States  but  also 
of  the  governments  of  Europe. 

This  system  of  public  and  corporate  enterprise 
has  been  completed  with  an  economy  seldom 
equalled,  and  a  judiciousness  of  expenditure  which 
has  been  rarely  excelled. 

The  natural  water  lines  surrounding  and  pene- 
trating the  state  indicated  the  artificial  lines  for 
connecting  and  extending  them  to  the  interior, 
while  the  commercial  activity  and  enterprise  of 
our  people  and  the  rapid  development  of  a  v.ist 
inland  and  fertile  territory  brought  into  existence 
an  adjunct  system,  by  means  of  which  all  seclud- 
ed districts,  which  could  not  be  reached  by  arti- 
tiicial  water  lines,  were  connected  with  the  most 
accessible  of  those  lines  by  a  species  of  convey- 
ance second  only  to  canals  for  cheapness  of  trans- 
port. 

The  suijeriority  of  railroads  for  the  rapid  con- 
veyance of  passengers,  and  those  descriptions  of 
freight  too  perishable  or  too  valuable  to  be  for- 
warded by  the  slowef  but  cheaper  movements  on 
water  lines,  soon  led  to  their  establishment  over 
every  section  of  the  State,  and  to  the  paralleUng 
of  almost  every  water  line. 

The  benefits  which  the  completion  of  the  Erie 
canal  conferred  on  the  ^citizens  of  this  State  lead 
to  the  extension  of  the  system  across  the  ^jortages 
between  the  western  lakes  and  rivers. 

The  sparseness  of  the  population,  the  ready 
accessibility  to  the  natural  water  lines,  and  the 
home  demand  for  the  products  of  the  West 
from  multitudes  of  new  settlers,  prevented  the  ca- 
nals at  first  from  proving  as  remunerative  as  their 
projectors  anticipated,  but  the  time  is  not  dis- 
tant when  they  will  realize  all  their  anticipa- 
tions. 

The  difficulty  of  constructing  ev«n  passable 
turnpikes  through  the  rich  soil  of  the  West,  the 
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facility  and  cheapness  of  building  railroads,  and 
their  exact  adaptation  to  the  impulsive,  energetic 
and  social  character  of  the  people,  united  to  make 
this  species  of  conveyance  a  favorite  one  in  that 
region,  and  railroads  have  there  been  built  so  fast 
that  the  "guide  book"  is  almost  valueless  if  it  be 
three  months  old. 

With  the  public  mind  thus  turned  so  strongly 
in  favor  of  railroads,  it  is  almost  hazardous  to  en- 
ter into  an  advocacy  of  the  superior  advantages  of 
the  water  lines  for  the  conveyance  of  the  internal 
commerce  of  the  country.  The  slow,  plodding 
canal  boat,  with  its  cargo  nearly  equal  to  that  of 
a  locomotive  and  its  long  dashing  train,  is  almost 
forgotton,  until  we  are  reminded  by  the  daily  ar- 
rival of  these  boats  at  this  city,  that  it  would  re 
quire  the  daily  arrival  of  one  hundred  locomotives 
and  fifteen  miles  of  cars  to  perform  that  business 
done  on  the  Erie  canal,  which  hardly  attracts  the 
attention  of  either  the  passing  traveller  or  of  our 
own  citizens. 

The  experience  and  imforniation  obtained  du- 
ring the  past  year,  in  relation  to  the  cost  by  the 
various  channels,  have  confirmed  the  statements 
formerly  presented. 

The  application  of  these  general  results  showed 
that  New  York,  with  her  canal  enlarged,  was  the 
cheapest  channel  from  the  Ohio  and  Mississippi 
rallies  to  the  Atlantic ;  and  the  farther  examination 
of  the  present  trade  with  the  West  showed  that 
she  had  no  formidable  competitor  for  tbeir  trade 
until  the  cheapness  of  transport  down  the  Ohio 
and  Mississippi  intercepted  it  in  their  great  ba- 
sins. 

The  efiect  of  the  enlargement  of  the  Erie  canal 
would  be  to  place  within  her  grasji  the  traffic  of 
an  extent  of  territory  which  would  soon  afford 
one-half  as  much  as  that  already  passing  through 
her  canals. 

As  the  pnblic'juind  had  become  somewhat  dis- 
turbed by  the  assertions  that  the  railroads  of  this 
state  were  diverting  a  large  portion  of  the  busi- 
ness of  the  canals,  and  would  probably  prevent  an 
increase  in  the  revenue  sufficient  to  pay  for  the 
completion  of  the  unfinished  works  without  resort 
to  taxation,  it  was  considered  proper  to  can-y  out 
a  comparison  betwaen  the  cost,  capacity  and  re- 
venue of  the  canals,  and  of  those  roads,  and  the 
cost  and  charges  for  transportation  thereon,  which 
resulted  in  showing  that  the  aggregate  cost  of  the 
Central  and  Erie  roads  was  much  greater  than 
that  of  the  enlarged  Erie  canal,  while  their  capac- 
ity was  less  than  one-fourth  as  great,  and  also  that 
the  cost  of  transportation  on  these  roads  was  three 
times  that  of  the  canal,  and  the  charges  more 
than  double. 

The  errors  of  the  statements  which  were  offer- 
ed to  prove  that  the  railroad  diverted  the  busi- 
ness from  the  canals  were  exhibited  by  showing 
that  the  receipts  of  the  canal,  compared  with  those 
of  th«  railroads,  was  understated  one-half,  while 
the  railroad  receipts  were  overstated  one  hundred 
per  cent. 

It  was  shown  that  these  errors  were  again 
doubled  by  making  the  receipts  of  the  railroads 
the  standard  for  a  comparison,  instead  of  the  ton- 
nage, when  the  railroad  charges  were  more  than 
doubled  those  on  the  canals,  and  that  when  by 
this  comparison  ,  the  proportion  alleged  was  thus 
reduced  to  one-eight,  it  was  subject  to  farther  re- 
duction in  consequence  of  more  than  one-half  of 
the  freight  carried  by  the  railroad  being  of  a  char- 
acter that  would  prevent  it  from  being  carried  at 
all  on  the  canal ; — that  more  than  one-half  of  the 
remainder  should  be  deducted  for  that  portion  of 
•  the  freight  carried  by  the  railroad  when  the  ca- 
nals were  closed,  and  that  of  the  very  small  re- 
mainder, a  very  large  proportion  was  local  freight, 
which  could  not  bear  the  expense  of  land  trans- 
portation to  the  canals,  and|finally  that  the  rail- 
roads brought  a  very  large  amonut  of  business 
to  the  canals,  far  exceeding  the  amount  of  all  of 
the  legitimate  canal  freight  which  they  carried  to 
market. 

In  the  continuation  of  this  subject  it  was  found 
necessary  to  analyze  the  present  business  of  the 
canals  to  ascertain  the  relative  proportions  of  the 
difibrent  kinds  of  tonnage,  and  the  revenue  deriv 


ed  therefrom  of  the  receipts  and  shippments  from 
various  localities.  For  this  purpose  extensive  tab- 
les have  been  prepared,  which  exhibit  tor  the 
first  time  the  movement  of  the  diflerent  articles 
and  the  error  of  such  similar  deductions  made 
from  the  tables  which  have  been  hitherto  pub- 
lished, was  shown. 

The  comparison  of  the  present  business  with 
that  of  each  of  the  last  ten  years,  has  also  been 
made,  and  some  of  the  causes  for  a  reduction  in 
the  revenues,  wliile  the  tonn:ige  was  so  rapidly 
increasing,  have  been  given. 

The  incapacity  of  the  canal  to  perform  the  busi- 
ness has  led  to  the  diversion  of  a  portion  of  the 
western  trade  by  the  way  of  Oswego,  which,  with 
the  reduction  of  the  tolls,  has  diminished  the  rev- 
enue without  producing  a  similar  cfT^ct  upon  the 
tonnage. 

The  reduction  in  the  amount  of  the  tonnage  of 
vegetable  food  from  this  state  has  been  ascribed 
to  the  change  in  the  articles  cultivated  and  in  the 
pursuits  of  the  population,  by  means  of  which  the 
the  tonnage  of  other  articles  and  the  demand  for 
western  agricultural  products  has  been  increased, 
and  thus  furnished  additional  reasons  for  an  im- 
mediate enlargement  of  the  cajiacity  of  the  Erie 
canal,  and  an  assurance  that  its  revenue  woi;ld 
thereby  be  increased  to  a  suflTicient  extent  to  re- 
pay its  cost. 

■  ,  ■      -f 

Locomotive  *^  Empire  State.'' 

The  productions  of  the  New  Jersey  Locomotive 
and  Machine  Co.  have  been  oflen  noticed,  but  not 
illustrated,  at  our  hands.  The  completion,  by 
this  company,  of  a  recent  order  from  the  New 
York  Central  Railroad,  has  now  however,  brought 
out  the  accompanying  drawing,  executed  in  Bien 
and  Stcrner's  best  style,  and  which  shows  the 
general  charcter  of  these  engines  for  proportions 
and  arrangement. 

The  subject  of  the  illustration  is  one  of  an  or- 
der for  an  enlarged  series  of  engines,  found  ne- 
cessary for  the  increasing  business  of  the  New 
York  Central  road.  It  has  17  inch  cylinders,  20 
inch  stroke  and  G  feet  driving  wheels,  thereby 
combining  unusual  power  and  speed  for  passen- 
ger business.  The  boiler  room  is  in  good  propor- 
tion to  the  cylinder  capacity,  while  the  steam 
pipes  and  ports  are  of  the  most  ample  dimensions. 
The  steam  ports  are  of  IG  inches  length,  being 
larger  than  any  before  made  for  locomotives  in 
this  country. 

In  the  material  and  arrangement  of  the  engine, 
as  well  as  in  the  general  details  of  the  machinery, 
great  strength  has  been  secured.  The  cylinder 
connection  is  especially  firm  and  secure,  the  smoke 
box  being  round,  and  the  flanges  of  the  two  cyl- 
inders being  made  to  embrace  one-half  of  its  cir- 
cumference. This  is  besides  the  fiistening  to  the 
frame.  The  back  portion  of  the  frame  is  also 
very  stiff",  .and  particularly  convenient  for  repairs 
of  the  pedestals.  The  pedestals  are  forged  sep- 
arately, and  with  long  backs,  long  enough  to  meet 
each  other,  so  as  to  form  a  continuous  "  stiffening 
beam"  beneath  the  frame,  to  which  it  is  securely 
bolted.  The  trucks,  rocker  shafts,  lifting  motion, 
link  suspension,  etc.,  .are  also  very  strong.  The 
pumps  are  of  brass  throughout.        ..  ;       ' 

In  finish  and  ornament,  this  engine  has  .a  verj' 
fine  appearance.  The  cylinders  .and  steam  chests 
are  covered  by  handsome  brass  castings,  not  shown 
on  the  drawing.  The  domes,  boiler  bands,  "  cab,' 
etc.,  are  all  finished  in  beautiful  style. 

We  have  before  commended  the  plan  and  con- 
struction of  these  engines,  so  that  little  else,  bes- 
ides the  drawing  is  now  required.  As  successive 
improvements  are  develoi>ed  however,  by  the  New 
Jersey  Locomotive  Company,  we  shall  continue  to 
illustrate  them. 


$1,700,000 

L(jAN  OF  THE  MORTGAGE   BONDS  OF  THE 

NEW    YORK    AND     HARLEM     R.\1LR0AD 

COMP.VNY.    . 

This  Comi)any  will  receive  proposals  for  one 
million  seven  hundred  thous.and  dollars  of  their 
Fir^  Mortg.age  Bonds,  issued  in  sums  of  one 
thohsand  dollars  each,  payable  at  the  ofSceof  the 
Comp.uiy,  in  the  City  of  New  York,  on  the  first 
day  of  May,  1873,  with  coupons  attached  for  the 
p.iyment  of  niterest  .at  the  same  place  semi-annual- 
ly, on  th<!  1st  of  May  .ind  1st  of  Novemlx»r,  at  the 
rate  of  seven  jwr  cent,  per  annum. 

These  Bonds  are  secured  by  a  First  and  only 
Mortgage,  to  Thomas  W.  Ludlow  and  R.  M.  Blatch- 
ford,  Trustees,  on  tiie  road  and  its  appurtenances, 
made  under  special  authority  of  an  Act  of  the 
Legislature  .and  vote  of  the  Stockholders. 

The  whole  amount  of  Bonds  which  can  l)e  is- 
sued under  the  Mortgage  is  83, 000,000,  and  will 
be  the  first  .and  only  lien  upon  the  road,  and  will 
constitute  the  sole  debt  of  the  Company.  The 
Compnny  reserve  $1,300,000  of  this  Mortgage  for 
Lhc  exchange  of  all  the  outstanding  plain  Bonas 
of  the  Company  now  in  existence,  and  propose  to 
[lisi>ose  of  the  residue,  One  Million  Seven  Hundred 
Thousand  Dollars,  for  the  purpose  of  discharging 
all  their  floating  dept,  and  of  payment  of  the  ex- 
penditure necessary  for  the  lull  completion  of  the 
improvements  now  in  progress  upon  the  road. 

The  capit.al  of  the  company  paid  in  is  $1,500,000 

■^f  Prefcrrod   Stock   .and  S3,G00,000  of  Common 

Ktock,  ui»on  which  regular  dividends  have  been 

parned  and  paid  for  the  last  five  years  of  Eight  (8) 

)cr  cent,  per  annum  on   the  fonner  and   Four  (4 

>er  cent.)  on  the  latter. 

The  receiptsof  1863  amounted  to  964,467,  be- 
ng  an  increase  of  twenty-six  (2G)  per  cent  over 
L&o2,  and  there  is  no  doUbt  a  still  larger  business 
vill  be  done  the  present  year. 

The  public  have  therefore  now  offered  them  a 
lome  security  of  the  most  reliable  character. 

The  Acceptances  of  the  Company  will  be  receiv- 
(|d  in  payment  for  the  Bonds. 

Twenty  (20)  per  cent,  is  required  to  be  paid 
in  accei)tance  of  bids,  and  Twenty  (20)  per  cent. 
<  very  thirty  days  thereafter,  for  which  Bonds  will 
1  >e  given  ;  Ten  (10)  per  cent,  however  of  the  first 
i  istalment  being  reserved  by  the  Company  until 
♦  omplction  of  the  contract;  interest  to  be  adjusted 
t  rom  the  1st  of  May. 

Parties  have  the  privilege  of  making  payment  in 
f  ill  and  receiving  their  Bonds. 

Sealed  Proposals  will  be  receivfed  at  the  offipe 
cjfBLATCHFORD&RAINSFORD,   No.  58  Wall 

reet,  on  or  before  the  10th  day  of  May  next,  at 
.^o'clock  P  M. 


L.OC0310T1VK  KNCiilNKS. 
A.  &>  W.  Denniead  &  Son, 

BALTIMORE,  MD. 

HAVIXO  TIIEIB  mO.V  FOUNORV  ic  MACHINE  8HOP 
ill  oonii'k-U;  ii|icrdti<Ni,  are  jMvjiared  to  fxeciiU-,  raitiit'uUy 
;ii  nl  |>roiiii>tl>",  orderu  lor 

L<)C<Mnotive  or  Statkjoary  Steam  Encinex,  '  i 

AVot)lwi,  Cotton,  FkKir,  Kioo,  Sujjar,  tiriflorSaw  MiB«,     ■  j": 
Macliiiiiery  lor  cuttiiu;  all  kiiuls  ot'Ok-aruig, 
Hydraulic,  Tobarco.  aiid  otiH-r  Pr«»si.o«, 
Car  ainl  liwoniotive  |>atout  RinjjWbeei^,  warranted, 
BridK^  and  Mill  Ca-ftiii)^,  of  t-ver)'  Ue»<«Ti|>U«i, 
(inn  aiid  Water  I'iixw,  all  >dzc(i,  warraiiled, 
Ituilroad  Whe,>U,  witti  l>o:.t  taguted  axk:,  fumisbcd  and  flt 
ii{   for  uso,  coni|>k*tp. 

Kulitnates  for  Work;  in  any  jwrt  of  the  United  State*,  fur 
iiljlied  at  i<hort  iiotii-c.  a|>.14-l* 
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Krupp's  Best  Cast  Stce 

.StITABLK    FOR 

MINT  AND  PLANTERS'  ROLLERS. 

LSO  of  lariii'  size  (72  by  IS  incUe^  diaineU-r)  for  rolling  Iron. 

Co|>pcr  or  Jlraiw. 
'iSTONs  of  Str-aiiHEnKine^  and  Sliafts  lor  steamboats,  notes- 
coi  ■diiii;  nix  tons  weight  in  one  |Mefe. 

.\l»io  tlK"  celebrated 

CAST  STEEL  AXLES  AND  TIRE 

mile  fnmi  a  soli.l  b.ir  witinmt  weWiiij;.     Airetito 

THOMAS  PBOSisKR  i  SOX, 
■  oif  28  PlaU  street.  New  Vork.    ^, 

Railroad  Iron. 

TOX.S  47  lb».  |K,T  yanl  of  U-st  quality  now  in  stoce 
•t  New  Orleans.    For  uale  by  ' 

YOSE  PERKINS  Si  CO.  ' 
9  ggutb-Williaiu  etmt 
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For  Sale. 

THE  R03SIE  rCRNACE  AND  FOUNDRY,  etc.,  St.  Law 
reuce  County,  N.  Y. — TliU  well  known  eetabliahiDoat,  hav- 
ing attached  to  it  a  large  and  complete  Casting  Homo  and  Ma- 
cbmc  Shop,  with  ample  accommoJatioos  Ibr  workmen,  and  eve- 
ry convenience  iieceadary  to  tbo  the  prosecution  of  an  extensive 
buitinestf,  together  with  valuable  Iron  -Minea  and  Mining  Rights, 
also  Timber  Lands,  is  oilered  for  sale  by  the  proprietor,  who  re- 
tires from  the  busuicss.  The  capacity  of  the  Hossie  Furnace 
for  making  iron,  is  believed  to  be  unsurpassed  by  any  charcoal 
Furnace  in  tlie  coiuitry,  having  repeatedly  run  up  to  fourteen 
too»  per  day,  with  55  to  60  per  cent,  yield  from  ores — specular 
red  oxides — coal,  per  ton,  lUO  bushels.  The  same  has  been  in 
uninterrupted  operation  for  over  twenty  years,  and  the  rcputa- 
tioo  of  ltd  iron  is  established  throughout  the  West.  The  location 
of  these  works  is  in  the  village  and  town  of  Kossic.  county  of  St 
Lawretice,  N.  Y.,  six  miles  from  the  River  St.  Lawrence,  and 
connected  therewith  by  a  plank  road.  Their  cost,  apart  ft-om 
premises  and  water  power,  has  involved  an  expenditure  of  over 
$100,000,  and  tlieir  present  etMciency,  in  every  re.ipect,  is  co»h 
Kiderud  unexceptionable.  For  further  information  apply  to  D. 
W.  Baldwin,  Agent,  at  the  works,  or  to  the  undersigned. 

G.  PAKISH. 
Ogdensburgh,  N.  Y.,  April,  1853. 15,3m* 

Cast  Iron   CliilLed  Slip  Tires 
for  engine  Driving  Wlieeis. 

THE  Undersigned,  principal  Agent  for  the  above  improvement, 
oilers  it,  with  the  right  of  use,  to  Railroad  Companies  and 
others.  The  cost  of  these  Tires  is  less  than  one-third  that  of 
wrought  iron,  Uie  cost  of  renewing  one-quarter  ;  and  the  adhe- 
sion, ttrengtk,  and  durability  equally  as  great,  as  will  be  proved 
to  tiie  satisfaction  of  any  party.  Ova  tico  hundred  locomotives 
of  the  heaviest  class,  C^b  to  30  tons,)  upon  the  Baltimore  and 
Ohio  Koad,  arc  shod  with  cast  iron,  with  an  acknowledged  saving 
over  wrought  iron  equal  to  |30,000  per  annum.  Address 
15,1.£  ZEKAH  CULBURN,  Paterson,  K.  J. 


Cbambers^  Wrought  Iron  Car 
Wlieels  and  Axles. 

THE  advantages  of  these  wheels,  in  conuection  with  their 
comparative  cheapness,  are  their  strength,  lightness, 
and  durability,  being  wholly  of  wrought  iron,  and  the  sett 
of  four  wheels  and  two  axles  weighing  only  about  one  ton. 
They  are  now  used  on  the  London  and  Northwestern  and  other 
principal  lines  of  English  Railways,  carrymg  greater  weights 
than  other  wheels,  ^uy  Vi  to  15  tons,  and  in  ne  instance  has  one 
given  way.  Samples,  testimoo.als,  dec.  may  be  seen  on  applica- 
tioa  to  the  manuliicturer's  aga>t«, 

NAYLOR  &  CO., 
99  dc  101  Jolin  street 
g;New  York,  12th  April.  1854. I6if 

.Notice  to  Contractors. 


Ojjice  uj  Liui  Aldwaukte  and  Huricun  R.  R.  Co.  t 
Mihvaukeo,  Wis.,  March  15lh,  1864.      J 

PROPOSALS  will  be  received  at  this  office  till 
the  first  duy  of  May  next  for  the  coniitructioQ 
of  the  secoad  divisioa  of  the  Milwaukee  and  Ho- 
ricoD  Railroad,  from  Horicoa  to  Berlin  a  distance 
of  forty-two  miles  or  sections  thereof. 

Maps,  profllek  and  specifications  will  be  ready 
for  the  examination  of  bidders  on  and  after  the 
tenth  day  of  April  nest. 

JOHN  B.  SMITH, 
Pres't  M.  &  H.  R.  R.  Co. 

Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manu&cture  for  Railroad 
Companies, Passenger,  Baggage,  Cattle,  Freight,  Qravelund 
Haod  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

F.  HCNGERFORD  &  CO. 
MaysviUe,  Ky.,  Sept.  29,  1853. 

Notice  to  Capitalists. 

THE  GREENVILLE  AND  COLUMBIA  RAIL- 
ROAD COMPANY 
.  Now  offers  for  sale  their  Coupon  Bonds,  re- 
deemable in  ten  years,  bearing  interest  at  seven 
per  cent,  per  annum,  payable  semi-annually,  se- 
cured by  mortgage  of  the  entire  Road,  being  the 
first  lien  upon  it. 

For  a  full  understanding  of  tlie  purposes,  value 
of  the  property,  and  prospects  of  the  Company, 
the  following  statera<.iit  is  made.  It  is  proposed 
to  issue  Coupon  Bonds,  to  the  amount  of  three 
bandred  thousand  dollars  which  with  those  already 
issued  will  make  the  Bound  debt  S800,000.  The 
ixiortgage  of  the  Road  bearing  date  the  eighteenth 
nstant,  is  to  cover  these  Bonds,  as  well  those  is- 
tu£d,  as  those  to  be  issued,  to  the  amount  of  $800,- 
00,  and  no  more.  .v 

The  Road  was  finished  on  the  9tli  December 
Mt,  is  well  equipped,  and  in  full  and  succesful 
operation.  The  entire  length  of  the  Road,  includ- 
d;  its  Branches,  is  164  miles,  and  cost  as  fol- 
9Wi 


Surveying    and   Engi- 
neering,   S  66,881  34 

Right  of  way 10,441  89 

Graduation, 474,787  *89 

Masonry, 323,60  0»^ 

Trestle  Bridging, 88,.351  69 

Broad  River  Bridge,..      37,57133 

Saluda  Lower  Bridge,       6,530  78 

Saluda  Upper  Bridge,       8,416  48 

Timber  for  Tracks,.,.   168,181  23 

Iron  Rails, 576,235  69 

Spikes  and  Chairs,.. .     60,891-  30  •; 

Superstructure      and 

Track  Laying 94,921  42 

Sl,604,660  74 

Real  Estate $  22,754  90 

Depots  and  Water  Sta- 
tions,      44,746  62 

Workshop  Building,..     17,125  64         ..  ,.■ 

Machinery  for  Work- 
shop,        16,702  19 

101,328  15 

Locomotive  Engines,. $119,176  48 

Passenger  and  Freight 
Cars, 130,000  00        249,176  48 

Sl,956,065  37 
Accounts  for  Materi- 
als, Work,  &€.,  en- 
tering into  construc- 
tion, not  yet  fully 
ascertained,  but 
supposed  to  be 
about 100.000  00 


Notice  to  Contractors. 


Capital  Stock  paid  in,$l  ,100,029  49 
Assessment  on  Stock 
paid  in, 131,937  26 


2,055,065  37 


$1,231,966  76 
The  Earnings  of  theRoad  for  the  last  three  months 
in  an  unfinished  condition  were  as  follows 
October— From  Freight.  .  .S12.761  13 


From  Passsengers     8.321  17 


Fiom  Mail,. 


7U0  00 


November— From  Freight.  S  9,764  41 
FromPassecg's  8,403  35 
From  Mail,...         800  00 


-$21,782  30 


December— From  Freight,. $12,205  26 
From  Passeng's  9,034  CO 
From  Mail,....        900  00 


-$18,967  76 


-$22,139  26 


For  three  Months, $62,889  32 

The  whole  expenses  of  the  Road,  it  is  believed, 
will  not  exceed  1)11,000  per  month,  or  60  per  cent, 
on  the  earnings,  the  Road,  for  the  greater  part, 
is  well  constructed — of  good  materiel  and  heavy 
iron,  and  could  not  now  be  made  and  furnished  as 
it  is  for  less  than  $3,000,000.     .  ,.■■,  -. 

By  order  of  the  Directors,  -''  •    '  • 

THOMAS  C.  PERRIN,  President. 

January  18th,  1854. 

N.  B.  The  Bonds  can  be  had  by  applying  to 
Mr.  Jacob  Cohen,  of  Charleston ;  Mr.  J.  P.  South- 
ern, of  Columbia,  or  to  me  at  Abbeville  Court 
House.     Bids  for  these  Bonds  are  requested. 


Railroad  Iron. 

10 /^i^  TONS  8Hp<!rior quality  Yorksliire rails  66  |)OlUld^ 
^OvFvF     T   pattern  can   be  immediately  doUvercl  at 
New  York,  Savannah,  or  New  Orleans. 
For  sale  by 

NAYLOB  &  CO. 
A'e«>  York,  April  1st,  1854. 


Brass  Tubes  for   Locomotive 
and  Marine  Boilers. 

TH£  undersigned  having  been  appointed  Agent  for  the  bigho 
-'-  respectable  manulacturers  Messrs.  Aliao,  £veritt  4c  Son  or 
Birmingham,  is  prepared  to  take  orders,  at  fixed  prices,  fly- 
Brass  Tubes  of  all  diameters,  lor  Engines.— For  flirther  particu 
lars  and  inspection  of  patteros,  please  apply  to 

JOHN  H.  HICKS, 
Mansb  UM.  W  Bwvw  str. 


Proposals  will  bo  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  via  Clay  ton,  Georgia,  Franklin  North 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Turniptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Turniptop  Mountain  to  the  Rabun 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  of  6800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length ; 
a  suspension  bridge  across  the  Chatnga  River  500 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessee  River ;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  some  of  which  is  rock; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges, .  and  a  tunnel  of  about 
1000  feet.  From  Hardens  to  Knoxville,  a  distance 
of  45  mik!s,  the  line  follows  the  river  about  eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville  ;  this 
portion  of  the  road  is  heavy  work,  with  about, 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
1000  feet  long  and  45  feet  high,  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
andfromFranklin  to  Anderson, stratified  sandstone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way offers  great  inducements  to  experienced  con- 
tractors. The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  the 
Ist  day  of  May  next,  at  Knoxville  Tennessee, 
Fianklin  North  Carolina,  and  Pendleton  Soqth 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  at  each  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with'cash  payments,  also  eighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,18  ANSON  BANGS  &  Co. 


Z£KAH  COL.BUKN, 

CIVIL  AND  MECHANICAL  ENGINEER. 

riFFERS  his  service*  to  Railroad  Companies  and  others,  in  d»- 
^  signing  and  constructing  Locomotive  Rngines  of  superior  ad* 
aptation  and  effleiency. 

Refers  to  Chis.  Minot,  Supt.  N.  Y.  and  Erie  Railroad  ;  Wm. 
Ratmofd  Lki,  Pres't,  Ogdeniburg  railroafl  •  G.  W.  Whistlib, 
Esq.,  Vice  Pres't.  Kew  Haven  railroad  ;  Roobbs,  Kitchom 

*  OaOBTixoB,  Patenw,  N,  J.,  0.  H  Bn>a,  Xiq-,  Dvtroib 
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M.  W.  BALDWIN  &  CO.,  Engineers, 

Broad  and  Hamilton  rtreeta,  Philadelphia, 

WOULD  call  the  attention  of  Bailroad  Managers,  and  those 
interested  in  Eailroad  Property,  to  their  S»8t«m  or  Loco- 
MOTITB  KsoiNES  in  which  they  are  adapted  lo  the  particular 
butinest  for  which  t/tey  may  be  required  ;  by  the  use  of  one, 
two  three  or  four  pair  of  dnviog  wheels ;  and  the  use  of  the 
whole,  or  so  much  of  the  weight  as  may  be  desirable  for  ad 
taesion :  and  iu  accommodating  them  to  the  grades,  curves, 
•trengui  of  superstruction  and  rail  and  work  to  be  d  jue.  — Bj 
these  means  the  maximum  useful  effect  of  the  power  is  secured 
with  the  least  exi)euBC  for  attendance,  cost  of  fUel  and  repaii^fe 
to  Road  and  Engine.  With  these  objects  in  view  and  as  the 
result  of  tweoty-tliree  years  practical  experience  in  the  bu-siness 
by  our  senior  Partner  we  manufacture  J''ive  different  kindt  of 
Engines  and  several  classes  or  sizes  of  each  kiud. 

Particular  attention  paid  to  tlie  strength  of  the  maehine  in  the 
plan  and  xoorkmanship  of  all  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  oSer 
these  engines  with  the  assurance  that  in  efficiency,  economy  and 
durability  they  will  compare  favorably  with  those  of  any  other 
kind  in  use. 

We  also  furnish  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
ceotree  without  boring).  Composition  Castings  fwr  Bearings  : 
•very  description  of  Copper  Sheet  Iron  and  Boiler  work  ;  and 
every  article  appertaining  to  the  repair  or  renewal  of  Loco- 
motive Engines. 

M.  W.  BALDWIN.  MATTHEW  BAIRD. 


C.  Floyd-Jones., 

Division  Engineer  'id  and  12th  Divisions. 

Illinois  Central,  Railkoad. 

Yandalia,llL 

Boiler  and  Tank  Rivets, 
Nuts  and  AVasliers ;  ., 

All  Sizes  of  •  •    •     ■" 

Bolts  and  Bolt  £nds 

for  Sale  by 
BRIDGES  &  BROTHER, 

64  Courtlaud  st,  N.  T. 

Mew  York  and  Erie  R.  R. 

_;«%  PASSENGER  TRAINS 

j^^^mk  leave  Pier  foot  of  Duaue  street, 
JI^^K  as  follows,  viz : — 

Buffalo  Express,  at  7  a.  m.  for  Bu^Io  direct,  over  the  N. 
Y.  &  E.  R.  K,  and  the  B.  &  N.  Y.  City  R.  R.,  without  change- 
of  baggage  or  cars. 

Hail,  at  iii  a.  m.  for  Dunkirk  and  Buffalo,  and  intermediate 
stations.  Tills  train  remains  over  night  at  Elmira,  and  proceedb 
the  next  morning. 

Wat  Exfkkss,  at  VDi  p.  m.  tocDimkirk,  and  intermediatt- 
stations. 

AccouMODATiox,  at  3  p.  m.  for  Delaware  and  intermediate 
stations. 

NBWB0RO  EXPRRSS,  at  4  p.  m.,  for  Newburg. 

Way  Passkngkb,  at  4p  m.,  fur  Piermont  and  intermLdiate 
stations. 

NiOHT  Exprsbs,  at  5  p.  m.  lor  Dunkirk  and  Buflalo. 

On  Sundays  only  one  Eiproio  Tram — at  6  p.m 

Tbecc  Express  Trams  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  CievelaBd,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 

0UA8.  MINOT,  Sup"! 

Railroad  Iron. 

OnnO  TONS  Railroad  ir.n,  weighing  about  59 
j^\J\J\J  lbs.  per  yard,  "  Erie  "  pattern  ui  G  L  and 

Crawsnay  '  manulaiture,  now  on  the  way  trum  the 
shipping  ports  in  Great  Britain  to  this  port,  for  sale  by 
P.  CilOUTKAU,  Jr.,  SAiNFOKD  &  CO., 

Decani ber  4.  1)^2.  ivo.   51   Ni)w  struet. 


Passenger  Cars  for  Sale.     '•■ 

Two  first  cla«8  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opporlunity  to  any 
Railroad  Company  w  ishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good! 
paper.  Enquire  at  the  ofliice  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  21st,  1854;  ^     ; 


Railroad  Iron. 

TEE  Subscribers  are  at  all  times  prepared  to  enter  into  con 
tracts  for  Raih-oad  Iron,  of  Messrs.  Guest  it.  Co.,  or  otbei 
leading  manufiietiirers'  make,  delivered  free  ou  board  vessals  ii 
England  or  in  this  coimtry. 

DOORMAN,  JOHNSTON  &  CO , 
SepL  7.  W)  Broadway,  New  York. 


and 


Railroad  Companies 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  tiiid  the  undersigned  a  first  rate 
office  to  gire  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwaidcd  to  any  part  of  the  Union. 

MORRIS  &  CUUNERT, 
European,  American  Employment  Office, 
2b7  Broadway,  corner  Reade-st. 
3m*10     Under  the  Irving  House,  New  York. 


TEE 


MANUFACTURERS'  AGENCY 

RAILROAD  FURNISHING, 

Office  18  Dearborn  St.,  Chicago,  IU. 

E.  R.T.  ARMSTRONG,  AgentJ 

KEEPS  constantly  on  hand  Bailroad  Spikes,  Burden's  make ' 
liailroad  Wrought  Iron  Chairs,  su(>eriur  quality,  Amcs^ 
mauufkcture  of  Locomotive  Tires,  Cranks,  ifc.  Washbunu 
Pood  Si  Co.'s  Car  Wheels,  of  best  Salisbury  and  Stirling  IronJ 
mixed  imder  direction  of  Mr.  Washburn,  and  warranted. 

Orders  invited  for  Locomotive  arul  Car  Rolled  or  Uammered^ 
Axles — Locomotive   Lamps — Superior  Pumps,  for   Stations.' 
Switch  Staruis,  Levers,  and    J'argets—Loconuitive  Driver; 
and   Cylinders —Boxes  and  Pedestals— Screw   Cutters 
Drilling  Machines— Frog's  Deads  and  Heel  Blocks— Scri 
Pressts,/or forcing  Wheels  arui  Axles. 

Oils  of  a  superior  quality,  made  expressly  for  railroads, 
free  from  gums. 

Refer  to— Illinois  Central  railroad,   Ohio  and  Mississippi  riven   j.u,  FnLri,  ^  „    I'i 'r'vT' — .V.T"r"/^T —     "■ 7." 

raihoad.     Michigan   Southern  railroad.     Galena  anu   ChicagcJ   ^^^^-^es  and  Lamps,  of  Roiu«d  Whale  0.1  ik>w  so  generally 


New  Yorker  Handels-Zeitnng: 

A  GERMAN  Commercial  Paper,  containing  Pnces  Current, 
^  Market  Reports,  Exchange  and  Stock  Kates,  feUipping  Lifct 
and  Correspondences  I'runi  all  parts  of  the  woriU,  Bp;«iin<  twioc^ 
a  week  in  two  sei^arate  editions,  viz  :  one  for  home  circulalioa, 
published  each  Wednesday  and  Saturday  niomin:; ;  tlje  ottier 
for  circulation  in  Europe, — the  culy  German  Pai>er  i«ubUshed  in 
the. United  States  admitted  to  the  German  Sute« — appears  be- 
fore the  departure  of  each  mail  steamer  for  Europe.  Terms  :— 
The  paper,  per  annum,  at  New  York,  $5,  Jor  Gcnnany,  fUl 
Postage  included,  $11,  and  (br  all  otcr  parts  of  Eun>pe,  the  U.  S. 
Postage  inclus.,  $S.    Advertisements  taken  at  liberal  terms. 

How  laud,  Bnrg^ess  &  Smitth, 


■rt  M'*^^^'^^''^^^^^  °'"  Pt"RE  SPERM  OIL  tor  RaUrowl 

^^_  __  'l\  Engines  and  Lajur>s,  of  ReiiiKsd  Whale  Oil  now  so  gener  "- 

Ud!'o7^1r^l""SliIwauk^''wld"M'ii^pprrTver  railroad!"  Liirie^   ^,  ^f  ^'"  "'Aeeii.-Works,  Sew  Bedford  JMa««-Slore, 

Miami  railroad,  Cincinnati,  Hamilton  and  Dayton  railroad.  Ceo-       cLU'  7J-      .   .         .  ,        ,  - - 

-  ^  -  '  '  .  1     Grderg  (directed  to  either  place)  respectfully  toUcited  from 

Stt/>er»n/«n<ienr».— All  Oil  warranted  pure  and  pcnectb' sataiiac- 

tor>-. 


tral  Ohio  railroad. 


14.t>mo's. 


Travellings  Agrent  Wanted. 

A  PERSON  is  wanted  to  travel  throughout  the 
United  States,  as  Agent  for  one  of  liie  most 
respectable  manufacturing  establishments  in  this 
coimtry.  He  must  be  a  man  of  easy,  good  ad- 
dress, industry,  perseverance,  cheerful  tempera- 
ment, a  competent  salesman,  possessing  a  practical 
knowledge  of  machinery,  iron  and  steel,  and  able 
to  produce  the  best  testimonials  as  to  integrity 
and  general  good  character.  One  who  has  acted 
in  the  capacity  of  master  mechanic  and  superin- 
tendent of  a  railroad  machine  shop  would  be  pre- 
ferred. Permanent  employ  and  liberal  compen- 
sation will  be  given.  It  will  be  a  needless  waste 
of  time  for  any  one  to  apply  who  is  not  fully  q.ual- 
ified  to  suit  tho  wants  staled.  He  is  not  wanted 
to  learn,  but  must  have  already  learned  to  act  his 
part.  Address  EDART  NORI,  Post  Office,  New 
York.  apl2-3t* 


To  CiTil  Engineers  and  Sur- 
veyors. 

'TRANSITS,  Level  and  Surveyors  Compasses  Manufactured  oo 
*■  the  most  unproved  prmciple  and  of  the  Beet  QuaUty 

by  THOMAS  HUNT, 
No.  63  Pulton  Street, 

V/Vf  am  Ytrk. 


S  SEYMOUR  &  0.  GENERAL  RAILROAD 
•  AGENCY,  Oflice,  Metropolitan  Bank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  persons  desiring  to  invest, 
the  following  valuable  Securities  : 

LOUISVILLE  CITY  BONDS,  at  SO  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRSl 
MORTGAGE  CONVERTIBLE  BONDS,  at  11 
years. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chairs,  spikes,  switch  irons,  &c.,  &c. 


Notice  to  Contractors. 

g; « ig  ^  i.BjmtjB^,  1  uffHMiijjvj,..  cg^gg^i^ 

P*-*^"**"**"***^   »■**'**'  i"mnii'>)tiBg""''aiM 

PACIFIC  RAILKOAD  OF  MISSOURI. 

SEALED  proposals  will  be  received  by  the  un- 
dersigned, at  their  office  in  the  city  of  St. 
Louis,  until  six  o'clock,  p.  m.,  of  the  15th  day  of 
May  next,  for  the  Grading,  Masonry,  etc.,  of  the 
first  division  of  the  South-west  Branch  of  the  Pa- 
cific Railroad,  extending  from  Franklin  Depot,  the 
present  terminus  of  the  road,  some  40  miles  West 
of  St.  Louis,  to  the  crossing  of  the  Gascenade 
River,  a  distance  of  about  78  miles.  The  line 
will  bo  divided  into  sections  of  about  one  mile 
each,  and  proposals  may  be  made  for  one  or  more 
sections.  The  line,  plans,  profiles,  specifications, 
form  of  contract,  etc  ,  will  be  ready  for  inspection 
on  and  after  the  first  day  of  May  next.  The 
work  to  be  let  is  quite  heavy,  situated  in  a  healthy 
country,  and  is  easy  of  access. 

The  undersigned  reserve  to  themselves  to  reject 
all  proposals  that  are  not  satisfactory. 

A.  S.  DIVEN  &  CO. 

M*rcb2ith,1864. 


Pneumatic  Pile  Driving^. 

FOUNDATIONS  FOR  BRIDGES,  PILKS  &C. 

BY  THE  PNEL'MATIC  prociw.  hoUuw  cyUudr.cal  pile,  or 
tuboi  from  eight  uicbvs  to  teu  feet  (iiaiiieter  can  b«  dirvcti 
through  kajHl,  niuil,  clay  oroUicr  material  to  aio' re<^uired  depth. 
The  coinpielu  Euccess  uhii  h  has  attended  the  operdtioos  of  Itas 
(irocues  shows  it  to  bt!  etiiiiHiitly  practiei.ble  ui,  ajid  much  Ui« 
l/cat  metliod  known  tor,  the  constructioD  of  nuiroad  bridges 
across  def'p  ana  rapid  1 1\  ers  w  here  permanent  fouudat.oiik  o 
^eut  strength  are  ucctbaar}-,  auU  have  to  be  secured  at  grca 
deptlj. 

Ai4>:ication8  for  license  for  tbc  use  of  the  kiventioo  In  tny 
part  of  ilie  Uuited  States  may  be  made  to  U.  V.  POOR,  Eaq 
Editor  of  tho  Americon  liailroad  Journal,  8  Spruce  street ;  o 
t'ur  contracts  (or  pile  driving,  orhcemies  nsaltove  to 

CUAELES  PONTEZ, 

March  2otti,  1861.  Kew  York; 


TTI 
Ivi 


!         To  Contractors. 

PAfclFIC  RAILROAD  OF  MISSOURI 

THIRD    AND   FOURTH    DIVISIONS. 

s  intended  to  make  contract  fur  the  third  di- 
>isions  of  this  road,  (extending  from  the  Mis- 
souri  river  at  Jefferson  City,  passing  near  Georgc- 
ftovvii  and  Warrensburgh,  to  the  Missouri  river  near 
jlnde|)endence,, about  160  miles.)  so  soon  after  the 
ifirst  iof  May  next,  as  satisfactory  proposals  shall  be 
jmad^. 

Cdntract  will  be  made  for  the  whole  now   oSer- 
jeredi  or  such  parts  as  particular  contractors   may 
iseledt  in  form  and  quantity  to  suit  the  iutercsta  of 
khe  qompany.     Proposals  are  asked  for  by  the  cu- 
bic yard,   with   cash   payments ;  but   contractors 
knay,  if  they  desire,  accompany  their  offer  with 
proposals   for  two  thirds  cash  and  one  third  in 
:ounty  and  railroad  mortgage  bonds  or  other  se- 
;urit|es. 

:>  Profiles  and  maps  of  afiproximatc  location  can 
>e  sepn  after  first  of  April  next  at  Pacific  Railroad 
)ffic^,  in  St.  Louis,  and  any  information  will  be 
fiveii  on  application  to  the  Engineer. 

The  first  division  of  this  roiid  is  now  in  opera- 
ion; 'the  second  division  to  Jeflerson  City  under 
>resebt  course  of  construction. 

Tbp  third  and  fourth  divisions  now  nffei-ed  pass 
^ver  ft  high,  rolling  mixed  prairie  and  timbenni 
^un(ry,  and  for  healthfuluciis  and  supply  of  pio- 
tisinns  will  compare  favorably  with  any  part  o 
ihe  west.  THOS.  ALLEN,  Pres. 

Thos.  S.  O'Sclli van.  Chief  Eng. 
Padfic  K.K.  Office,  6t.  Loau,  Peb.  1864. 
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Railroad  Iron. 

-I  Q  f:  rv  Tom  Erie  Pattern  Oue«t  and  Co'»  make,  weighing 
1/0«JU  67X  Iba.  per  yard,  to  be  shipped  from  Wales  in  J  u- 
y  aad  August,  fur  this  port— for  sale  by 

BOOKMAN   JOHNSTON  *  CO., 
Jwe  •,  1863.  W  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepare<fto  ex- 
ecute orders  for  Rails  of  tlie  usual  patterns  and 
weights,  and  of  any  required  length  nut  exceeding  30 
f)et  per  rail.    Apply  to 

THOS.  CHAMBERS,  President, 
September,  1860. 


Railroad  Iron. 

THE  Undersigned,  Agents  for  the  Manufacturers, 
are  prepared  to  contract  to  deliver  tree  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 
such  Wtfieht  or  pattern  as  may  be  required. 

VOSE,  PERKINS  &  CO., 
9  South  William  St. 
New  York.  June  1.  1851.  t. 

Knox  Sl  Sliain, 

MANUFACTOBBBS    OP 

LEVELS,  TRANSITS  AND  SURVEYING 

COMPASSES. 

No  72  Dock  8t.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 
First  Premium  awarded  by  the  Franklin  Institute. 


Stnart,  Serrell  &  Co., 

CIVIL  ENGINEERS, 

Rooms  22,  24,  26  &  27, 

157  Broadway,  New  York. 

Chaklbs  ».  Sttiabt,  Edward  W.  Sbrbkll, 

Dabibl  Mabsb,  Samuki.  MoELseT. 


Important  to  Hallway  Co^s. 

'4    GREAT  improvement  has  recently  been  perfectod  in   the 
;'•  Al.  manufacture  of  Dumping  Gravel  Cars  by  which  the  cost  Is 
materially  lessened  and  the  strength  and  durability  much  in* 
°  ereaaed. 

We  have  secured  the  right  to  manubcture  thc^c  improved 
'  ■  Oara  and  can  supply  them  at  prices  ten  per  cent,  lower  than  the 
i  ordinary  kin4. 

Orders  directed  to  the  Hamilton  Car  Co.,  Hamilton,   Ohio, 
;.■  ■Will  receive  prompt  attentiog 

■;:  Soutb- Western   Gar  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at  short  notice,  for  all  kirds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Comp.inies 
requiring  work  delivered  in  the  South  and  West. 

W.  CLOUGH. 
Refer  to 
Jno.  Brouoh,  Esq.  Winslo'^t,  Lanier  &  Co. 

feb.18.  Im. 


Ontario,  Simeoe  Sl  Huron  R.R. 

CANADA. 

fPHIS  road  opened  in  Kay  last  to  Lake  Simeoe  is  expected  to 

^     be    completed    to    the  Georgian   Bay,    Lake  Huron     a 

dialBDce  of  06  miles  in  June  next  where  it  will  funn  the  shortest 

and  moat  agreeable  route  to  the  North  Western  Statea  to  Lake 

MiflhigBn  aad  to  the  Mineral  Regions  of  Lake  Superior. 

At  pfwant  the  Passenger  Trains  leave  Toronto  for  Barrio  (64 

-i  bUm)  difly  at  8  a.m.  and  3.  30  p.m,,   returning  the  same  day — 

-.  On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 

'  Btmcoe  in  coonexioo  with  the  Trains  and  will  convey  {lassengcrk 

through  that  Lake  and  Lake  Conchiching  to  Onlla  whence  a 

•hort  portage  of  eighteen  miles  will  take  them  to  the  waters  of 

Lake  Huron  to  the  Sleamer  (Kaloolah)  which  runs  to  the  Sault 

S  L  Murie  and  intermediate  ports  forming  the  most  expodiliouo 

and  agreaabia  route  to  the  Mineral  Regions  of  Lakes  Huron 

a  Bd  Superior. 

ArraogenMota  will  be  made  on  the  completion  of  the  road  to 
t  be  Georgian  Bay  for  a  line  of  first  class  Steamers  to  extend  tkeir 
trip*  to  til*  ports  oo  Laku  Michigan. 

...       ...        ..     ALIEED  BRUNSL, 

■:'•:.;>■■■...•:  Superiuteodeot 


Railroad  Iron  Via  Q^uebec. 
JOHN  ANDERSON  &  CO. 

COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

:*     Q,uebec  and  Montreal. 

PARTICULAR  attenUon  given  to  the  Transhipment  of  Iron, 
^   Ac,  in  Transitu  tor  the  Wasteiu  Lake  PorU,  and  to  the  Ship- 
ment of  Bails  In  Great  Britain. 
QiMbte,  Dm.  2, 18M. 


To  Loeomotive  Eng^ine  Buil- 
ders and  £ng^ineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
yeaSjWith  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  (fcc,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  nre 
amply  large  to  receive  the  ^necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  .is  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  ofiered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  fbrnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  res])onsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Popk,   Pine  Street,  New 
York. 

Railroad  Spikes,  Boiler  Riv- 
ets, ete. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr.,  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrouehtlron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
With  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPOllTKRS  (5f  English  refined  and  Mer- 
cHant  har  Iron  ;  Extra  refined  Car  and  Locomotive 
Axles  (from  3}  to  6^  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Klue  iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  and  Cast  Steel,  etc.,  etc.,  etc. 

■T.  &,  E.  GEORGE. 
Philadelphia,  November  14,  1850. 


Railroad  Iron. 

THE  UNDERSIGNED,  HAVING  made  arrange- 
ments abroad,  are  prepared  to  contract  for  the  de- 
livery of  Foreign  rails,  of  appreved  brands  upon  the 
most  faverable  terms. 

They  will  also  make  contracts  for  American  rails, 
made  at  their  Trenton  works,  from  Andover  Iron,  in 
whole  or  in  part,  as  may  be  agreed  upon. 

They  are  prepared  to  lurnish  Telegraph,  Spring  and 
Market  Wire ;  Braziers  and  Wire  Rods  ;  Rivets  and 
Merchant  Bars  to  order,  all  made  exclusively  from  An- 
iovcr  Iron.  The  attention  of  parties  who  require  iron 
of  the  very  beat  quality  for  special  purposes,  is  respect- 
fully invited.  .  COOPKtt  &  HEWITT, 
17  Burline  Slip,  New  York. 

February  1ft,  18t0. 


1 


SHANAHAN  &  LOEBER, 

181  Williamst, 

( 1st  floor-Up  Stairs, ) 
NEW-YORK. 

MANTJTACTTJRERS  OF 

^THEODOLITES,  TRANSITS,  LEVELS, 
SnrYeyon'  Compasses,  DrawiDg  Instrnmenti, 

Chains,  Scales,  Levelling  Rods,  Ac.     IjlO 

Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD.       * 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  16th  day  of 
April  next,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  65  miles,  from  Memphis 
to  Cherryville. 

Contractors  must  give  the  most  undoubted  se- 
eurity  for  the  completion  of  the  work  at  the  time, 
and  in  the  manner  specified  j  and  contracts  will 
be  let  in  sections,  or  for  the  entire  work,  as  may 
be  deemed  best  by  the  Directors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  should  none  p;ove  satisfactory  ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  fjftvorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  tho  company,  after  the  first  of  April. 

^.  :  >   :-  -  .,   :\    ^ -^  E.  PEABODY, 

Engineer  in  charge. 

Notice  To  Contractors. 

Office   of   the   Vicksborg,   Siireveport   andj 
^, ,  Texas  Rail  Road  Company 

Monroe,  La.,  March  8lh,  1864. 

SEALED  PROPOSALS  wil  be  received  at  this 
ofiUce  until  ^he  1st  day  of  June  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  the  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  twen;y  miles;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  running  west,  in 
Sk  parish  of  Ouachita. 

Bids  may  be  made  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favorably  considered.  The 
hues,  plans,  profiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  ofBce  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fifths  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agreed  on,  during  the  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  an<l  faithful  execution  of  the  work  accor- 
ding to  contract  ;  or  to.r*'ject  all  if  none  are  satis- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned.     •..  '. 

;•    :,..     N.  D.  COLEMAN, 
•M-  "  /.  ■  ■  •  Preside?^, 

P.  J.  TOURNADRE, 

7tl4  CMef  Engineer. 

Itailroad  Iron. 

£  000  "^^^^  '^  RAILS,  about  one-half  weighing  69  Hm. 
hf^yjyjyJ  per  yarU  and  the  remainder  66  lbs.  per  yard  now  is 
bond  and  for  sale  by 

JOHN  H.  HICKS, 
2d  FWif.  00  Beaver  street 

H.  SAWYER  ^ 

(of  the  late  flrm  of  SAWYER  &  HOBBY), 
Manufacturer  of  Transits  and  Levels, 
IIA9  remoTsd  to  Unioo  Place  near  Warburtoo  Av.,  Tookera, 
**  N.  Y. 


<    ■?• 


AMERICAN   RAILROAD  JOURNAL. 


STEAM  NAVIGATION,  COMMERCE,  MININ6, 

HENRY  V.   POOR,  Editbr. 


ANUFACTURES. 


i-1  ,«;•■■, 


ESTABLISHED  IIV  1831. 


PUBLISHED  WEEKLY  BY  J.  H.  8CHULTZ  &  CO.,  AT  NO.  9  SPRUCE  ST.,  NEW  YORK,  AT  FfVE 
Second  Qoabto  Series,  Vol.  X.,  No.  17  ]  SATURDAX,  APRIL  29,  1864, 


DOLLARS  PER  ANNUM  IN  ADVANCE, 
if  HOLE  No.  941,  Vol.  XXVIL 


PuBLiSHiD  BT  J.  H.  SCHXJLTZ  it.  CO.,  No.  9  Spkdcb  8T. 


PRINCIPAL.    COKTENTS. 


Baltimore  and  Ohio  Railroad, 266 

Southern  Commercial  ConventioD, 259,  256 

Draws  for  Railroads, 256 

Journal  of  Railroad  Law, 259 

Sale  of  Public  Lands  between  Rio  Gfiande  and 

Pacific 259 

Statistics  of  Mass.  Railroads, 260 

Industry  of  United  States, 261 

Dayton  and  Cincinnati  Railroad 262 

New  York  City  Valuation 262 

American  Debt  Abroad, 267,  262 

Statistics  of  Railway  Rolling   Stock-  in  Great 

Britain, 263 

Influence  of  the  European  War  on  the  Com- 
merce of  Great  Britain 263 

Railway  Exhibits, 264 

American  Securities 266 

Boston  and  Providence  Railroad, 267 

Fitchbnrgh  Railroad, 267 

Mississippi  and  Atlantic  Railroad, 268 

New  York  Locomotive  Works, 268 

Sunbury  and  Erie  Railroad, 269 


Ameriean   Railroad  Journal. 


Sstnrday,  April  29,  1854^. 


Baltimor*  and  Ohio  Railroad. 

We  copy  the  following;  re.solutions  adopted  by 
the  Directors  of  the  Baltimore  and  Ohio  Railroad, 
by  which  it  will  be  seen  that  that  company  pro- 
posed to  pay  a  cash  dividend  in  October  next. — 
Annexed  is  also  a  statement,  showing  the  earn- 
ings of  the  road  for  the  year  -ending  April  1st ; 
an  estimate  for  6  months,  ending  October  1st : 

Whereas,  The  iime  has  now  arrived,  when  this 
Company  should  declare  to  the  Stockholders  what 
their  future  policy  in  regard  to  paying  dividends, 
will  be : 

Resolved,  That  it  will  hereafter  be  the  policy  of 
this  Company  to  declare,  semi-annually,  beginning 
on  the  1st  of  October  next,  such  dividends  in 
cash  as  the  net  earnings  of  the  road  will  justify, 
afler  placing  to  the  sinking  fund  the  amount  here- 
tofore stipulated,  and  reserving  such  surplus  as 
the  Board  may  deem  prudent  and  expedient. 

Resolved,  That  Aiis  Company  are  impressed  with 
the  importance  of  practising  a  rigid  economy  in 
all  its  departments,  and  will  act  upon  that  policy ; 
but  they  feel  the  necessity,  founded  upon  the  reso- 
lution of  the  City^Council,  the  act  of  the  Legisla- 
ture, and  the  public  exi)ectation,  of  constructing 
the  double  track, Jferetofore  spoken  of  as  early  as 


it  may  be  done,  without  impairing  the  means  of 
tho  Company  to  accomplish   other  indispensable 
objects. 
I  hereby  certify  the  above  to  be  a  true  copy. 
J.  I.  Atkinson,  Secretary. 

Sialenunt  of  the  Revenue  and  Expenses  of  c 
Main  Stem  of  the  Baltimore  and  Ohio  Railroad, 
for  the  year  ending  on  the  \st  April,  1864. 

Gross  receipts  of  the  main  stem  in- 
cluding dividend  from  the  AYash- 
ington  Branch $1,774,969  11 

Deduct  expenses ^934,188  68 

Interest,  ground  rent, 

&c 384,401  34-Sl,318,590  02 


Nett  earning,  which  has  been  used 
in  the  payuent  of  debt  contract- 
ed for  machinery  to  earn  the 
revenue $456,369  09 

Estimated    Reventie    and    Expenses  for  the    sfx 
months  ending  \st  October,,  1852. 

Estimated  receipts  for  the  ensuing 

6  months, being  summer  months, 

including    Washington     Branch 

dividend $1,530,000  00 

Expenses    at    GO    per 

cent 8900,000  00 

Interest,  ground   rent, 

&c 385,401  34-Sl,285,401  34 


Estimated  nett  earnings $244,598  66 

The  Southern  Coinincrclnl  Couvcutiou. 

Wo  arc  glad  to  see  that  the  subject  of  a  Rail- 
road to  the  Pacific  received  the  attention  of  the 
Convention,  however,  much  we  may  disagree  with 
its  action.  In  scientific  investigation,  the  paths 
that  lead  to  error  must  thoroughly  explored,  to 
make  us  certain  vthat  we  have  taken  the  true 
course;  and  those  who  suggest  untcnabk  theories 
for  the  construction  of  this  great  work,  are  doing 
a  service  second  in  value  only  to  tiiose  that  dis- 
cover the  way  to  success.  Every  side  of  the  subject 
must  be  discussed  and  considered,  before  the  pub- 
lic mind  of  tbe  country  will  conieutedly  settle 
down  upon  any  plan.  .     '  ' 

Tne  Convention  have  made  one  good  discovery; 
that  the  road  cannot  be  built  without  moncii.  i 
was  our  opinion,  six  months  ago,  that  grants  of 
land  would  build  one  or  two  lines ;  and  that  no 
further  encouragement  by  the  general  govern- 
ment was  necessary.  A  pretty  thorough  examina- 
tion of  this  subject  has  since  satisfied  us,  that  we 
were  entirely  mistaken.     The  extent  of  fertile 


t  srritdry  tccst  6f  the  Mississippi  River  is  much 
more  limited  than  we  had  supposed;  the  western 
bjuudjiry  of  arable  land  commencing  at  about  98 
dtgreog  west  longitude  from  Greenwich.  So  soon 
a;i  the  elevated  table  lands  that  skirt  the  eastern 
b  ise  or  the  Rocky  Mountains  are  reached,  all  the 
irtervflning  coujilry  on  tho  southern  route  to  » 
Uscrt.\  All  the' land  to  be  given  to  it,  either  by 
M  r.  GJ\inn's  or  Mr.  McDoguals  bills,  would  not 
p.-  y  thfc  cost  of  s^rveyiHg  and  locating  the  road.^ 
fo  conlbrniation  of  this  opinion  we  give  the  fol- 
io ving|  from  the  speech  of  Mr.  Albert  Pike  of 
Li:tlc  Rock,  Arkansas,  made  to  the  convention  in 
su  iport  of  tbc  above  resolutions. 

I'  Th*n  again  we  are  all  looking  to  the  peneral 
foKcinment  for  aid.     You  all  agree  that  it  is  con- 

stiLutiotial  to  make  grants  of  land.      Very  well. 

Bdt  supposing  that  the  lands  were  granted,  let  me 
u;ll  yoii  that  I  know  something  about  the  country 
througH  which  this  road  is  to  mn.  It  happened 
to  me  aome  years  ago  to  go  poking  about  the 
he  id  of  the  Red  River  on  foot,  and  I  know  some- 
thing of  the  character  of  that  countrv  ;  the  rivers 
there,  although  wide,  are  often  nearly  dry,  and 
th(  watpr  fonnd  in  them  at  sucii  seasons  is  salt, 
for  I  dug  among  the  sand  with  my  hands  on  one 
oc<  asiott  for  a  whole  nighfl  to  gel  a  mouthful  of 
fi-e  (h  w|iter  after  being  wilhoutfor  two  days. 

^Fe  are  told  abput  this  munificent  grant  of  land 
by  the  State  of  Texas.  There  may  be  ten  millions 
of  icren  of  laud  granted  by  Texas  vet  viore  than 
Iwo-thirks  of  it  is  not  worth  a  farthing  an  arre,  in- 
ste  id  of  being,  as  has  bec»  said  here,  worth  $10 
per  acre;  Well,  when  you  have  got  through  Texas 
yoi  reaih  New  Mexico.  I  have  been  in  New 
-Me  tico  too.  Extept  the  rialUy  of  the  del  Sortc 
Ihe^  IS  f^ardly  a  single  foot' of  land  tcorih  a  cent  in 
Ner  Ms'ccico,  on  the  line  of  this  road. 
tine  v|i!)ey  of  the  Del  Norte  is  narrow,  with  but 
sihall  atrip  of  lapd  which  is  of  any  value.  Then, 
whdn  ycAi  get  to  the  border  of  California,  you 
tra\^el  thjrough  another  desert.  When  I  was  there 
in  lp32,  the  huntei-s  were  obliged  to  drive  along 
will!  thctu  a  great  quantity  of  mules,  that  they 
migjit  u«  them  as  food.  So  thus  you  go  the 
greater  j^rt  of  tlic  way  through  a  desert ;  and 
unl(|ss  tliere  are  valuable  mineral  treasures  to  be 
Comifi,  tie  lunds  are  iiot  worth  anything,  and  no 
mart  would  be  willing  to  vest  monkey  ih  their  pur- 
zha^.       j 

w  tliese  are  difficulties  which  we  blink  at  all 
imejiuFtead  of  looking  them  fully  and  man- 
in  tie  face.  You  all  say  that  Government 
,iO  power  to  grant  money  to  build  a  road,  and 
ihatlthe  only  way  in  which  she  can  help  us  is  by 
?ran  a  of  land.  And  how  much  will  that  help  you 
if  th  3  lands  are  worth  nothing.     Jf  ike  road  u  to 


.:l^ 


258 


AM£R1CAI4     RAILROAD    JOURNAL. 


be  built,  money  must  be  had.      It  is  no  use  to  deny 
or  attempt  to  conceal  it,  for 
;  "  To  that  complexion  we  must  come  at  last." 

We  might  as  well  say  it  now  as  to  say  it  ten 
years  hence,  when  it  will  be  too  late.  Somebody 
has  to  advance  the  means,  and  the  <inestion  is 
"  who  is  to  do  it." 
.  •  Mr.  Pike  is  certainly  good  authority  upon  the 
subject  upon  which  he  speaks ;  and  being  a  South- 
ern man  and  an  advocate  of  the  Southern  route,  he 
certainly  would  not  exaggerate  the  difficulties  to 
be  encountered  in  building  a  Railroad  over  it. 

The  idea  is  therefore,  that  the  construction  of 
the  Southern,  or  any  line,  can  be  secured  by  a 
grant  of  land  upou  their  routes,  is  utterly  prepos- 
terous. As  before  stated,  when  the  desert,  which 
covers  one-half  of  the  North  American  continent, 
between  the  30th  and  40th  degrees  of  latitude,  is 
reached,  the  land  Is  entirely  icorlklea;:.  To  decide 
upon  any  plan  for  the  construction  of  a  Railroad 
over  this  desert,  that  does  not  provide  money  for 
its  entire  cost,  is  simply  wasting  time.  A  plan  to 
be  successful  too,  must  provide  at  least  S200,- 
000,000.  We  do  not  believe  any  Railroad  can  be 
built  upon  any  of  the  routes  proposed,  for  less 
than  100,000  per  mile.  These  are  disagreeable 
truths,  but  being  truths,  we  may  as  well  look  them 
in  the  face  as  avoid  thcra. 

As  somebody  must  furnish  the  money  for  the 
road,  we  are  in  favor  of  the  plan  that  will  furnish 
it  in  the  most  economical  manner.  Notwithstand 
ing  its  cost,  we  are  not  sure  that  the  road  might 
not  be  made  productive  property.  Under  such 
expectation,  we  believe  a  sufficient  amount  of 
private  means  might  be  secured  for  it,  to  guarau- 
tee  the  government  from  loss,  and  ndieve  it  from 
the  necessity  of  superintending  the  construction 
and  management  of  the  road.  Suppose  govern- 
ment to  agree  to  pay,  for  a  term  of  50  years,  an 
amount  for  the  transportation  of  mails,  which  shal 
represent  the  interest  on  a  sum  equal  to  S50,000 
per  mile.  Upon  such  a  basis,  would  not  private 
enterprise  take  up  and  complete  the  work  1  We 
do  not  see  how  the  road  can  be  built  in  any  other 
manner.  To  divorce  government  from  the  work, 
is,  with  the  present  means  and  induceoicnts  to  this 
end,  simply  to  i)ostpone  its  construction. 

If  the  Southern  States,  by  concerted  and  united 
effort,  can  build  a  Railroad  to  the  Pacific,  they 
will  deserve  the  lasting  gratitude  of  the  whole 
country.  But  we  must  say  they  arc  ofToring  to  do 
altogether  too  much.  The  Charleston  couveutioo 
acted  upon  the  idea  that  a  Southern  line  was  to 
secure  special  and  peculiar  advantages  to  the 
Southern  States.  This  is  a  great  mistake.  Any 
given  section  of  the  country  is  more  benedtted  by 
the  developTnent  of  that  portion  mrst  dissimilar  to 
it,  in  its  resources  and  productions,  than  ol"  one 
IKWsessing  thesfiTuccharacteristie*!.  Mas.-!athusetts 
would  not  derive  half  the  advantage  by  tiie  crea- 
tion ofaw!'icr  Massachusetts,  as  of  a  ucir  State  of 
equal  population,  but  devoted,  as  it  naturally 
would  be,  to  different  pursuits.  In  the  one  case, 
a  new  market  would  be  opened  for  her  products. 
In  the  other,  a  rival  in  all  her  industrial  interests 
would  be  created.  The  North  is  much  more  inter- 
ested in  the  development  of  the  resources  of  the 
Southern  State.<«  than  are  the  latter ;  because  in 
these,  the  North  finds  the  best  market  for  her 
products.  The  reverse  of  the  proposition  is 
equally  true,  when  applied  to  the  Southern  States 


twnal  afiair,  were  parties  in  it  so  disposed.  No 
road  can  be  built  upon  any  route  that  would  not 
benefit  New  York  and  Massachusetts  more  than 
any  other  States  in  the  Union;  for  the  reason  that 
they  have  a  greater  number  of  interests  to  be 
oftected  by  it,  than  any  others.  *    .  ^  •'^, 

Where  North  Caro'ina  would  make  one  dollar 
out  of  the  Southern  line,  New  York  would  make 
fifty.  North  Carolina  has  no  commerce  and  no 
naviga^n  to  which  the  road  would  give  increased 
and  profitable  eniploynient.  AVhy  then  should  she 
volunteer  to  build  a  work  in  which  20  States  are 
to  be  more  interested  than  herself?  She  should 
not,  nor  will  not.  The  Southern  scheme  is  there- 
fore unjust  to  the  Southern  States,  and  utterly  im- 
practicable. Fourteen  States,  all  whose  interests 
arc  different,  and  many  of  them  conflicting,  would 
never  act  together  harmoniously.  It  is  not  in  the 
nature  of  things.  If  they  could,  they  are  incom- 
petent to  the  task  they  propose  to  undertake. 
State  Governments  were  not  organized  for  rommer- 
cial  purposes,  and  possess  no  function  fitting  them 
to  superintend  such  entcrprizcs.  We  want  no  bet- 
ter proof  of  this,  than  the  history  of  such  States 
as  have  undertaken  to  execute  systems  of  internal 
improvement.  Whato^jc  State  cannot  do,  fourteen 
certainly  cannot,  for  the  diversity  of  sentiment 
which  would  \  re  vail,  would  certainly  paralyze  the 
Confederacy.  Were  they  to  attempt  to  do  any  thing 
of  the  kind,  they  would  ^c  certain  to  be  robbed  of 
the  money  devoted  to  the  work.  To  be  successfull, 
it  must  be  under  the  guardianship  of  private  in. 
terest,  and  private  skill ;  otherwise  it  must  prove 
a  disastrous  failure.  The  Charleston  project  is  a 
visionary  and  impracticable  one.  Its  discussion 
however,  will  do  good.  It  will  bring  the  public 
mind  one  steu  nearer  to  the  truth.  It  has  already 
admitted  that  the  road  will  have  to  be  built  with 
money,  and  ''  nothing  else."  How  shall  the  money 
be  raised  is  the  next  (iuestion  1  We  have  no  doubts 
that  the  General  Government  must  and  will  come 
to  the  aid  of  this  great  work.  Its  necessity,  and 
the  impossibility  of  providing  tho  means  in  any 
other  manner,  will  compel  such  a  result.  Strict 
constructionists  may  shape  their  views  accordingly. 
When  Oiircrnvient  shall  espouse  the  subject  in 
good  earnest,  only  then  will  the  first  efficient  ."tep 
be  taken  toward  the  construction  of  the  Pacific 
Railroad.  We  confess  that  we  fear  this  step  will 
not  be  taken  at  an  early  day. 

Ne'W  OilcHua,  *Vaok«oii  and   Greut  Nortliern 
Kallroad. 

The  subscriptions   to   the  capital  slock  of  this 
company,  have  been  as  follows  : 

State  of  Louisiana Sl,600,000 

City  of  New  Orleans 2,000,000 

Tax  payers  of  "         333,333 

Individual  subscriptions 617,750 

Contractors '. 186,720 

State  of  Mississippi 600,000 

Monroe  county,  Idiss 4«i0,000 


Madison 
Attala 
Oktibbeha ' 
Hinds 
Copiah 

Pike  "  "    

Canton  and  Jackson  R.  R.  (Jomyauy. 


tt 

(C 


100,000 
72,076 
50,000 
39,600 
6,925 
9,500 
44,170 


Total.... ....  ...:;^:.. ':..;■.';.:.. $6,120,073 

Of  these  sums  there  will  be  payable  in  1854,  $2,- 
801,150  65;  1855,S1,390,592  50;  1857,  $374,930; 


.     ... ,  .._-,   ^, and  after  1856,  $577,223  75. 

;   A  lUilroad  to  the  Pacific  paooot  be  made  a  scc-\     The  receipts  of  the  road  up  to  Jan.  1,  1854, 
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amounted  to  $1,794,936  57,  and  the  expenses  on 
the  work  done  to  $1,736,254  93. 

Drainra  for  Railroads. 

At  the  present  time,  when  there  are  so  many 
railroads  in  process  of  construction,  and  many  of 
them  crossing  navigable  streams,  a  few  remarks 
on  the  variousjnethods  of  constructing  "  Draws," 
and  the  advantages  and  objections  peculiar  to  each 
kind  in  use,  may  not  be  out  of  place. 

1st.  The  floating  draw.  This  plan  of  draw  is 
very  simple,  consisting  merely  of  a  platform  of 
sufficient  length  to  fill  the  opening  in  the  bridge, 
supported  by  two  or  more  water-tight  caissons 
This  construction  is  only  applicable  to  streams 
whose  level  is  nearly  constant,  and  whose  current 
is  slow.  It  is  often  used  for  ordinary  roads,  butis 
not  adapted  to  railroads. 

2d.  The  leaf  draw.  This  draw  in  its  simplest 
form  consists  of  a  platform,  or  "  leaf,"  laid  across 
the  opening,  and  which  leaf  revolves  on  a  horizon- 
tal axis,  attached  to  one  of  the  piers,  against  which 
it  rests.  It  is  raised  and  lowered  by  me.ins  of 
chains,  which  pass  over  pullies  in  the  tops  of  up- 
rights, placed  just  behind  the  axis,  to  which  is 
attached  the  necessary  gearing.  This  kind  of 
draw  is  sometimes  used  on  railroads,  but  is  not  so 
applicable  to  them  as  to  common  roads,  on  which 
a  modification,  with  two  leaves,  is  very  common. 

8d.  The  rolling  draw,  consists  of  a  platform 
much  longer  than  the  opening,  mounted  upon 
wheels  which  run  upon  rails  placed  upon  the  pier 
beneath  the  level  of  the  road.  There  are  various 
forms  in  use.  In  the  one  best  adapted  to  rail- 
roads, the  rails  on  which  the  platform  runs,  are 
laid  on  an  acute  angle  with  line  of  the  road,  thus 
giving  it  a  diagonal  movement  which  takes  it 
clear  of  passage ;  it  is  commonly  operated  by  a 
"  rack  and  pinion."  This  form  of  draw  though 
superior  to  either  of  tho  others,  has  its  objections. 
It  takes  a  long  time  to  open  and  close  It,  and  its 
movement  is  a  confined  one;  they  are  not  Avell 
suited  to  streams  whose  current  is  rapid,  from  the 
fact,  that  vessels  in  passing  often  get  foul  with  it, 
and  great  difficulty  is  experienced  ia  clearing 
them.  /.  ^•--f-'^;:;'^;**' >>?>.:' - 

4th.  The  swing  draw.  This  kind  of  draw  con - 
sists  of  a  platform,  stififened  by  the  proper 
"  trusses,"  and  turning  around  a  vertical  axis,  pass- 
ing through  its  centre  of  gravity.  Only  a  portion 
of  the  weight  is  sustained  by  the  axis ;  the  re- 
mafnder  being  distributed  among  a  system  of 
wheels  which  run  upon  a  circular  rail  concentric 
to  the  axis.  The  draw,  with  its  appurtenances,  is 
su  pported  on  a  pier  of  masonry  or  piles,  leaving  a 
chiiuUel  way  on  each  side  clear  for  the  passage  of 
vessels.  This  draw,  it  is  believed,  has  many  ad- 
vantages over  tlio  others,  there  is  no  "  dead 
weight "  to  be  raised,  as  is  the  case  with  the  leaf 
drawer.  It  has  only  tho  friction  caused  by  its 
weight  to  overcome,  and  unlike  the  rolling  draw, 
it  can  oiHin  in  cither  direction.  "  Fouling  "  is  by 
this  means  avoided.  It  may  be  operated  by  a 
"  rack  and  pinion  "  worked  by  a  hand  crank,  or 
by  wind,  or  horse  power;  and  in  case  of  very 
small  spans  by  a  "  setting  pole  "  in  the  hand^  of 
the  "  tender."  It  is  better  adapted  to  large  spans 
than  any  other  form.  It  is  rapidly  moved  ;  draws 
of  two  spars  of  50  feet  each,  being  opened  in  the 
sdort  space  of  2V^' minutes.  This  is  undoubtedly 
the  best  form  of  draw  for  railway  purposes,  hav- 
ing all  the  advantages  and  uono  of  the  objections 
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of  the  other  forms,  AH  drawbridges  are  an  ob- 
struction to  the  navigation  of  the  streams  which 
they  cross,  and  it  is  the  duty  of  all  parties  who 
are  benefited  by  them,  to  mitigath  the  incon- 
veniences they  occasion  as  fer  as  possible. 


Journal  of  Railroad  Law. 

Trom  the  highly  valuable  1st  volume  of  Duer's 
reports  of  the  New  York  Superior  Court,  lately 
published  by  Mr.  Little,  of  Albany,  we  extract  the 
two  following  decisions : 

DAMAGES  TO  PERSONS,  AND  HOW    ASCERTAINED: 

In  an  action  for  an  injury  to  the  person,  the 
circumstances,  condition  in  life  and  pursuits  of 
the  plaintiff  may  properly  be  given  in  evidence, 
in  order  to  enable  the  jury  to  understand  the 
amount  of  his  actual  damages.  Duer,  Caldwell 
ts.  Murry.  For  the  same  reason,  an  inquiry  into 
the  probable  consequences  of  the  injnry  as  transi- 
tory or  permanent,  is  eminently  proper. 

Where  successive  actions  may  be  brought  for  a 
continuous  wrong,  as  for  a  nuisance,  the  damages 
in  each  action  may  be  justly  Itmited  to  those  sus- 
tained by  the  plaintiff  at  the  commencement  of 
said  action — lb.        ••.•.,  \ 

But  when  an  action  is  based  upon  an  injury  to 
the  person  only ,  for  which  a  single  action  can  be 
brought,  the  certain  and  probable  consequences 
of  the  injury  must,  of  necessity,  be  shown,  in  or- 
der to  enable  the  jury  to  give  the  plaintiff  an  ade- 
quate compensation.  Yet  subject  to  the  foregoing 
limitation,  it  is  the  general  rule  that  contingent 
damages  must  not  be  regarded  by  the  jury — lb. 

When  the  Judge,  in  the  beginning  of  his  charge, 
told  the  jury  that  a  common  carrier  for  the  trans- 
port.Ttion  of  passengers  is  liable  to  the  same  extent 
as  a  c  >mmon  carrier  of  goods,  the  Court  conceded 
that  such  a  position  was  erroneous,  inasmuch  as 
passengers  are  ordinarily  able,  in  a  measure 
to  take  care  of  themselves.  Yet  the  Court 
held,  that  the  above  mentioned  error  com- 
mitted by  the  Judge  who  charged  the  jury 
in  the  cause  was  immaterial,  inasmuch 
he  finally  submitted  the  cause  to  the  jury,  upon 
the  single  question  as  to  whether  or  not  the 
servant  of  the  defendant  had  been  guilty  of 
negligence  in  driving  the  stage — lb. 

Although  the  liability  of  a  carrier  of  passengers 
is  in  some  respects  more  limited  than  that  of  carri- 
ers of  goods — he  is  bound  to  use  the  utmost  care, 
diligence  and  foresight — and  if  an  accident,  by 
which  a  passenger  is  injured,  results  from  the 
want  of  care,  diligence  and  foresight,  the  carrier 
is  liable — lb. 

The  Judge  therefore  was  correct  in  charging 

the  jury  that  the  carrier  was  liable,  unless  the 

overturning  of  the  stage  by  wliich  the  injury  was 

oceasirncd,  was  the  result  of  in-esistible  force  or 

incviiable  accident— lb.  :\.  - ••":  ■'''.•'"-   • 

Wlien  the  proprietor  of  a  vehicle  denial  ids  fare 
Irom  pagseiigcrs  who  lide  upoa  the  top,  h'.^  is  not 
at  liberty  to  set  up  the  defence  in  case  of  any  in- 
jury sustained  by  such  passengers,  that  they  had 
chosen  an  unsafe  situation — lb. 

Even  if  negligonce  is  imputed  to  a  plaintiff,  still 
if  it  did  not  in  any  degree  contribute  to  the  injury 
of  which  he  complains,  it  will  be  no  bar  to  his 
right  of  recovering  damaged  for  the  same — lb. 

See  Font  ts.  Tracy,  1 ;  Johnson,  73 ;  Lincoln  15. 
Saratoga  and  Schnectady  Railroad  Company,  23d; 
Wend,  426 ;  Ingalls  vs.  Bills  and  al  9th ;  Metcalf,  1. 


PASSENGERS THEIR  DUTY  TOWARDS  CARRIERS. 

When  a  passenger  is  injured  by  a  collision  occa- 
sioned solely  by  gross  negligence  of  a  carrier,  the 
former  may  recover  damages,  although  at  the 
time  of  the  injury  he  was  in  the  baggage  car — 
provided  he  was  lawfully  there — notwithstanding 
he  knew  the  passenger  cars  to  be  much  safer,  for 
his  negligence  did  not  contribute  to  the  injury.  A 
passenger  in  choosing  his  seat,  owes   no  duty   to 

the  company  to  guard  against  their  gross  negli- 
gence. Carrol  vs.  New  York  and  New  Haven 
Railroad  Company,  1 ;  Duer,  235. 

Southern  Convention  Pacific  Railroad 

The  following  are  the  Resolutions  passed  by  the 
Southern  Convention  recently  held  at  Charleston, 
in  reference  to  a  Railroad  to  the  Pacific. 

1.  licsolvcd,  That  it  k  vitally  important  to  the 
progress  and  prosperity  of  the  United  States,  to 
have  one  or  more  railroads  connecting  the  SUites 
on  the  Atlantic  with  those  on  the  Pacific  Ocean. 

2.  Resolved.  That  the  Southern  route  ought  to 
commence  at  suitable  points  on  the  Mississippi 
river,  between  the  New  Orleans  and  St.Xouis,  thus 
connecting  itself  with  the  various  similar  improve- 
ments made  and  contemplated  in  the  Atlantic 
States,  and  concentrating  at  some  point  in  Texas, 
on  or  near  the  thirty-second  parallel  of  north  lati- 
tude ;  thence  to  the  Rio  Grande,  on  the  western 
border  of  Texas,  by  the  route  designated  by  that 
State  at  the  last  session  of  the  Legislature,  char- 
tering the  Mississippi,  El  Paso  and  Pacific  Rail- 
road, and  thence  to  the  Pacific  Ocean  or  (lulf  of 
California. 

3.  Resolved,  That  in  the  deliberate  judgment  of 
this  Convention,  the  Gadsden  Treaty  with  the  Gov- 
ernment of  Mexico,  as  published  in  the  new.spa- 
pers,  ought  to  be  ratified  by  tho  Senate  of  the 
United  States,  so  far,  at  any  rate,  as  to  secure  the 
best  route  for  the  proposed  Southern  Railroad 
from  the  western  limits  of  Texas  to  the  Pacific 
Ocean. 

4.  Resolved,  That  in  order  to  make  provision  for 
the  construction  of  said  road,  this  Convention  re- 
spectfully recommend  that  a  Southern  organiza- 
tion be  effected,  if  practicable,  of  the  Slates  of 
Maryland,  Virginia,  North  Carolina,  South  Caro- 
lina, Georgia,  Florida,  Mississippi,  Louisiana,  Tex- 
as, Arkansas,  Missouri,  Tennessee,  Kentucky,  and 
of  the  diflerent  cities,  and  rail  road  companies  and 
corporations  in  those  States,  for  the  purpose  of 
building  a  Southern  Railroad  to  the  Pacific  Ocean 
or  Gulf  of  California,  by  the  route,  and  from  one 
or  more  of  the  points  indicated  in  the  second  of 
those  resolutions, — negotiating  for  the  right  of 
way,  if  necessary,  with  the  Government  of  Mexi- 
co. 

5.  Resolved,  That  to  the  effect  this  organization, 
this  Convention  respectfully  advises  the  incorpor- 
ation, by  the  Legislature  of  the  State  of  Virginia, 
of  a  Southern  Pacific  Railroad  Company,  with  a 
capital  suflBcient  to  build  such  road  from  the  point 
or  points,  and  by  the  route  indicated  in  the  second 
resolution — of  which  corporation  the  several 
Southern  States  above  mentioned,  the  several  cit- 
ies therein,  and  the  several  railroad  companies 
therein,  shall  be  invited  to  be  co-operators,  togeth- 
er with  such  other  companies  and  individuals  as 
may  choose  to  subscribe  for  stock,  iotluding,  if 
they  desire  it,  the  Cherokee,  Choctaw  and  Creek 
nationsof  Indians,  west  of  the  Mississippi.  That 
said  States  be  invited  to  take  stock  in  such  cor- 
poration to  the  amount  of  not  less  than  two  mil- 
lions of  dollars  each,  to  be  raised  and  secured  in 
such  manner  as  the  Legislafur«  of  each  such  Stale 
may  direct.  That  each  of  said  cities  and  railro.id 
companies  be  invited  to  sudscribe  for  stock  to  such 
amount  as  its  means  will  admit.  That  the  exis- 
tence of  said  corporation  be  recognized  by  each 
of  said  States,  and  such  powers  be  vested  in,  and 
such  franchises  and  capacities  granted  to  it  bv  the 
Legislature  of  each  such  State,  as  may  be  neces- 
sary to  effect  the  object  of  the  organization,  and 
that  in  its  Directory,  each  such  States  be  equally 
represented. 


6i  Resohed,  That  this  Convention  respectfully 
rcc(immends  that,  if  necessary,  special  sessions  of 
the  JLegislattttTS  of  such  States  be  called,  for  the 
purpose  of  taking  into  consideration  this  plan  ;  and 
tha^  a  committee  of  one  member  from  each  State 
repijesentcd  in  this  Convention,  be  appointed  to 
draft,  a  charter^  of  incorporation  for  such  company, 
andilay  the  same  before  the  Governors  of  the  s«d 
^ev0ral  States,  and  the  chief  or  General  Cocncils 
of  t>e  Cherokee,  Creek  and  Choctaw  nations,  re- 
quetting  each  of  said  Governors  to  convene  the 
Legislature  of  his  State,  in  order  to  consider  the 
sam^,  and  taken  such  other  steps  in  regard  to  such 
road  as  maybe  necessary  and  proper,  if,  in  his 
opinnon,  it  should  be  expedient  to  do  so ;  and  e»- 
pccifilly  praying  the  Governor  of  Virginia  to  lay 
said!  draft  of  a  charter  before  the  Legislature  of 
fhatl  State,  with  his  views  in  regard  thereto  ;  and. 
reqiicsting  said  L'oancils  of  the  Cherokecs,  Choc-  - 
taw.4  and  Creeks,  to  act  therein,  to  recognize  such 
comp.iny,  graot  rights  of  way  through  their  na- 
tioni !  lands  for  any  branch  or  branches  of  said  I'oad 
that  may  pass  through  the  same,  and  enact  such 
other  laws  as  ihall  secure  to  the  South,  so  far  as 
may  be  in  their  power,  the  exclusive  benefits  and 
advantages  oftlie  commerce  of  the  Pacific,  and  of 
the  vjealthy  provinces  of  Mexico  intended  to  b« 
travtirsed  by  said  road. 

7.  \Rcsolvcd,  That  this  Convention  recommend 
that  li)Ower  bei  given  to  said  corporation,  by  its 
charter,  to  uey;otiate  with  Mexico  for  and  pur^i 
chase,  if  necessary,  a  right  of  way  through  her  ter- 
ritorr  to  the  Pacific  Ocean,  or  to  some  point  on 
the  uulf  of  California;  to  stipulate  with  the  gov- 
ennebt  that  in  the  event  the  same  is  granted  no 
high(ir  rates  or  charges  shall  ever  be  imposed  or 
cxacljed  for  passage  transportation  over  said  road 
on  ciiizena  of  Mexico  than  on  those  of  the  United 
States ;  and  to  agree  that  the  company  will  main- 
tain rtiilit^iry  posts  alon?  said  road,  will  in  all  time 
submit  to  the  jurisdiction  and  laws  of  Mexico,  and 
clainiino  politicil  rij^hts  nor  attempt  to  colonize 
the  country. 

8.  fiesolved,  That  in  the  opinion  of  this  Conven- 
tion, ^he  Southern  States,  corporations  and  people, 
are  entirely  abJe  to  build  said  road,  an^  that  no 
time  should  be|l«st  in  doing  so ;  that  it  is  as  easy 
to  coipinence  i(  now  as  ten  or  twenty  >  ears  hence, 
and  iti  can  as  easily  be  completed  in  ten  years  M 
in  a  century  ;  and  that  it  is  the  duty  of  evtry 
Southbrn  man,  tu  liimself,  his  chijdren,  and  his 
countty,  to  engage  camesUy  in  this  great  and  in- 
dispeijsablc  measure  of  security,  as  well  as  of 
wcaltli,  and  of  political  and  commercial  power  to 
the  Sduth.        | 

Sale  M  the  I<ands  iMtw^een  the  Rio  Grande 
Miid  the  Pacific. 

Mr  Biirtlett,  lof  the  Mexican  Boundary  Commis- 
siouen ,  in  a  recently  published  letteT,  speaks  as 
followi  of  the  country  between  the  Rio  Grande 
and  thje  Pacific: 

Muclh  has  becin  said  of  the  value  of  the  territo* 
ry  whiph  Mexico  proposes  to  cede  to  the  United 
Statesjiu  addition  to  the  abrogation  of  the  11th 
article iof  the  Treaty  of  Gundalupe  Hidalgo,  and 
the  claims  arisipg  under  it,  for  twenty  millions  of 
dollarsi  I  have  been  repeatedly  askeid  what  may 
ventur^  to  give  an  opinion.  What  is  a  desert  to 
one  ra;i|}'  be  a  pal-adise  to  another ;  and  although  I 
wouhl  jconsidtr  it  a  separate  punishment  to  be 
coaipeEed  to  lite  tliero.  There  are  it  is  true, 
sonic  di-'liglitful  little  spots  within  it,  perfect  oasos 
i:i  the  I  midst  o(  vast  deserts;  but  take  it  as  a 
whole,  khe  distrif-t  south  of  the  Gila  for  more  than 
o:iu  hundred  miles  in  width,  and  extending  from 
llie  Ki  J  GramifM  to  tlie  Pacific,  does  not  contain 
oni"  half  of  oiiO  jlc;-  cent,  of  arable  laud  after  leav- 
ing the  latter  river;  such  as  can  be  made  to  pro- 
duce w  heat,  coRu,  or  other  necessaries  of  food, 
even  by  the  aid  ^f  artificial  irrigation,  could  water 
be  commanded.  ' 

Tills  Is  pretty  Conclusive  proof,  that  if  the  road 
over  t!*.s  route  \i  to  be  built,  (as  we-11  in  our  op- 
nion,  aajovcr  any i other,)  government  must  aid  the 
undertaking  in  a  much  more  substantial  manner 
than  by  grants  of  land  upon  its  line. 
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Statlatlca  of  tbe  Raiiroads  of  the  State  ofMaaaacliaaettfl,  Sliiowliig  their  Flnanolal  CondtUoa  on  the  30th  day  «rsept. 
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*Not  in  oi)eration. 

•(•No  return  this  year. 

^Ran  by  Housatooic  Railroad  Company. 

* '  "Vl  **'     :^'\  .      '  ' 

Iiient  'Whipple's  Kxplorlng  PartF> 

We  learn   from  the  California   papers  that   the 
exploring  party  for  the  New  Mexican  Route  for 
the  Pacific   Railroad,  under  the  charge  of  Lieut. 
A.  W.  Whipple,  U.  S.  T.  E.,  arrived  at  Los  Angeles 
on  the  2l8t  ult.     This  party  left  Fort  Smith,  Ark. 
on  the  17th  of  July  last,  with  a  train   of  wagons 
and  about  28  men,  undi-r  Lieut.  J.   M.  Jones,  7lh 
infantry,  and  after   a  careful  examination  of  the 
country  and   route  northeast  of  the  Rio   Grande, 
reached  Albuquerqui.',   N.  M.,  on  the  5th  of  Octo- 
ber.    They  left  Albuquerque  on    tbe  10th  of  Nov- 
ember, with  a  train   of  13  Wiigons,  12    carretelas, 
and  four  months'  provisions.     They  passed  the 
Sierra  Madre  near  the  Pueblo  of  Zuni,  thence  ov- 
er  &  favorable  country  to  Colorado  Chiquito,  down 


((Run  by  Old  Colony  Railroad  Company.     '         ' 
llRun  by  Fitchburg  Railroad  Company. 
IfRun  by  Fitchburg  Railroad  Company. 

which  they  marched  to  a  suitable   point  for  strik- 
ing westwaid.     Passing  S.  E.  of  the  San   Francis- 
co mountains,  crossing  some  of  the  head   streams 
of  the  San   Francisco  river,  they  reached  one   of 
the  leading  branches  of  Bill  Williams  Fork,  down 
which  tl.ey  continued  to  its  junction  with  the 
Great  Colorado;  thenco   up  the  Valley  of  the  Col- 
orado to  the  norih  fork  of  Amokhave  river.     Op- 
posite this  point  they  made    a  successful  crossing 
of  the  river,  explored  .icross  to  the  junction  of  the 
Spanish    trail,  or   S;tlt  Lake    City   road,   on    the 
Amokhave  river.     Being  short  of  provisions,  they 
pursued  this  trail,  making  the  Cajon  Pass,  and  ar-  : 
riving  in  good  health  at   Los  Angeles  on  the  21st.  | 
Lients.  Jones  and  Tidball,  the  latter  having  join-' 
ed  the  party  with  an  additional  escort  of  25  men 
on  the  Little  Colorado,  from  Fort  Defiance,  went ; 
mto  San  Diego  via  San  Bernardino.  j 


**Run  by  Norfolk  Co.  Railroad  Company.  --:  :'." 
•H"Run  by  Fitchburg  Railroad  Company.  '.  •■' 
:};|Run  by  Nashua  and  Lowell  Railroad  Co.      ^^  • 

OrtiMtge  aud  Alexandria  Railroad. 

The  stockholders  in  the  Orange  and  Alexandria 
Railroad  assemnled  on  Tlnirsday  aud  Friday  of 
last  week,  in  Alexandria,  for  the  purpose  of  con- 
sidering the  proposition  to  extend  said  road  to 
Lynchburg.  A  report  was  presented  by  the  Pres- 
ident, including  two  tull  and  able  reports  from  T. 
C.  Atkiasoh,  the  chief  Engineer  of  the  Companv. 
After  a  discussion,  it  wjis  decided  by  a  vote  of  fe, 
927  to  246,  to  prosecute  the  extension  of  the  road, 
upon  the  credit  and  resources  of  the  compjiny 
with  such  collateral  aid  as  may  be  obtained  from 
}irivate,  county,  and  corporation  subscription?. 
The  route  adopted  was  the  lower  or  Gordon's  Gap 
route,  provided  that  such  arrangements  can  be 
made  wjth  landholders  as  shall  be  satisfactory  to 
the  president  and  directors. —  Chicago  Democralic 
Press. 
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TUe  Intlualry  ortl>      Jutted      tatec. 

The  notion  generally  pron^ulgate,  amongst  U5 
of  the  people  of  (he  United  States  is  iiat  they  are 
a  filibustering,  rollicking  race — fill!  g  their  new? 
papers  with  whole  columns  of  boast  g  faL's'^hood  - 
haunting  tavern  bars — swallowi  ^  ^"^ntinual''' 
mint  julep  and  other  spirituous  compound  "K'.- 
nally  chewing  tobacco,  and  disfiguring  every  place 
they  frequent  with  disgusting  yiltings — sacrific 
iug  their  best  statesmen  and  /en  the  judges  to 
party  predilections— and  forn  ug  at  once  a  noisy, 
restless,  anarchical,  and  agg.«ssive  community 
So  we  think  the  Tory  and  genteel  writers  of  Eng- 
land have  loved  to  paint  them,  and  so  they  are 
thought  of  by  a  large  number  of  the  public.  To 
the  British  Commissioners  ap[-ointed  to  atu-nd  the 
Ne*v  York  Industrial  Exhibi*  m,  or  rather  to  two 
of  them — Mr.  Joseph  Whitv  rth  and  Mr.  George 
Wallis,  who  have  made  spe  al  reports — we  are  in- 
debted for  a  very  different  description  of  the 
Americans.  They  are  more  industrious  than  we 
are;  they  work  longer  and  more  continuosly  ; 
English  artisans  come  away  from  the  States  be 
cause  they  find  the  work  too  much  for  them ;  and 
American  fact^ories  are  regulated  with  as  mucli 
care  as  the  best  factories  of  England.  The  bulk 
of  the  people  are  sober,  steady,  methodical,  and 
energetic.  Unless  we  direct  all  ou  renergies  to  the 
work*  of  self-improvement,  the  Americans  will  sur- 
pasa  us  as  much  in  ingenuity  and  skill,  in  intelli- 
gence and  power,  as  they  are  certain  to  surpass 
us  in  numbers.  For  a  people  iustly  proud  as  wc 
are  of  onr  country,  and  indiv  ually  great  rather 
from  belonging  to  a  great  na  ni  than  from  a  per- 
sonal consciousness  of  super  rity,  the  possibility 
of  being  outdone  in  abilities  while  we  are  sure  to 
be  outdone  by  numbers  is  a  painful  contempla- 
tion, and  it  behoves  us  all  to  examine  the  subject, 
and  exert  ourselves  as  patriots  and  as  Englishmen 
to  preserve  the  national  greatne.'ss. 

For  nearly  a  century  we  were  almost  without  a 
formidable  rival  in  trade,  or  a  formidable  compet- 
itor for  maritime  superiority.  Within  a  few  years, 
however,  the  Americans  hav  iducked  some  laur- 
els from  our  brow,  and  nor  boast  a  mercantile 
marine  very  nearly  as  nume  us,  and  quite  as  well 
appointed  and  as  well  mauaj|,ed,  as  the  vast  fleet 
we  possess.  American  clippers  carry  American 
trade  to  all  quarters  of  the  world,  and  successful- 
ly compete  in  our  own  business  with  the  best  of 
our  own  shipping  having  all  the  advantages  of  lo- 
cal connection.  In  fact,  their  progress  ahead  of  us, 
the  greatest  maritime  and  trading  people  of  the 
world,  has  already  compelled  us  to  imitate  them, 
and  wo  succeed  in  competition  with  them  by  fol- 
lowing their  example  and  borrowing  their  im- 
provements. But  their  growing  superiority  on  the 
ocean,- which  is  so  apparent,  is  only  a  type,  if  we 
read  the  special  repoits  of  Her  Majesty's  Commis- 
sioners correctly,  of  their  growing  superiority  on 
the  land.  It  is  not  in  maritime  knowledge  and  in 
the  art  of  navigation  only  tliat  they  display  their 
skill,  but  in  every  species  of  knowledge  and  in  ev- 
ery art  that  ministers  to  the  progress  of  society 
and  the  greatness  of  nations. 

We  showed  hist  autumn,  when  n&ticing  the  work 
of  the  late  lamented  Mr.  Mackay  on  the  growth 
of  cotton  in  India,  that  the  real  source  of  tbe  ina- 
bility of  the  cultivators  of  cotton  there  to  com- 
pete successfully  with  the  cultivators  of  cotton  in 
the  United  States,  is  the  different  political  condi- 
tion of  the  bulk  of  the  population  of  the  two  coun- 
tries ;  the  one  mainly  consisting  of  free  and  intel- 
ligent men  (for  that  character  belongs  to  those 
who  employ  slaves) — the  other  mainly  consisting 
of  men  unacquainted  with  freedom,  and  mentally 
as  well  as  physically  enslaved.  While  exertions 
are  making  in  India  to  bring  the  cotton  to  market 
OD  as  low  terms  as  that  from  the  States,  the  plan- 
ters in  the  States  are  making  additional  improve- 
ments, and  by  their  intelligence  distancing  still 
more  all  competition.  Mr.  Wallis  shows  us  the 
planters  consulting  the  manufactures  as  to  the  cot- 
ton most  suitable  for  use  and  most  valuable.  They 
are  exerting  themselves  by  careful  cultivation  and 
cleaning  to  adapt  their  produce  to  the  wants  of 
their  customera.    Mr.  Whittrorth  describes  them 


as  iiivcntiiJg  new  cotton  gins,  the  instrument  wliith 
originally  gave  the  Americans  their  siiperiorittjr. 
Both  dwell  continually  on  the  universal  dilfusi<>n 
»  education  the  great  development  of  the  facul- 
ties of  Lho  |x:ople,and  on  the  general  intelligencie. 
We  have  a  few  great  engineers  and  mechanics,  attd 
a  large  body  of  clever  workmen;  but  the  Americahs 
seem  likely  to  become  a  whole  nation  of  such  peo- 
ple. Already  their  rivers  swarm  with  steamboat^^ 
their  valles  are  becoming  crowded  with  factories ; 
their  towns,  surpassing  those  of  every  Slate  jof 
Europe,  except  Belgium,  Holland,  and  Engianid, 
are  the  abodes  of  all  the  skill  which  now  distita- 
guishes  a  town  population ;  and  there  is  scarcely 
an  art  in  Europe  not  carried  on  in  America  wifch 
equal  or  greater  skill  than  in  Europe,  though  |it 
lias  been  here  cultivated  and  improved  through 
ages.  A  whole  nation  of  Ft  anklins,  Stephensoas, 
and  Walts  in  prospect  is  something  wonderful  fbr 
other  nations  to  contemplate.  In  contrast  witl 
the  corajiarative  inertness  and  ignorance  of  t^ie 
bulk  of  the  people  of  Europe,  whatever  may  fce 
the  superiority  of  a  few  well-instructed  and  gifted 
I)ersons,  the  great  intelligence  of  the  whole  peoji^e 
of  America  is  the  circumstance  most  worthy  of 
public  attention  made  known  by  the  Commissiob- 
ers.  i 

Mr.  Whitworth  says,  "  the  development  of  t^e 
vast  resources  of  the  United  States,  instead  of  be- 
ing, as  in  former  cases,  gradual  and  protracted 
through  ages,  is  by  the  universal  application  of 
machinery  eflected  with  a  rapidity  that  is  altp- 
gether  unprecedented. '  "  The  greatest  energy  aijd 
attention  are  brought  to  bear  upon  the  maunfat- 
lUre  of  machinery."  "  Combinations  to  resist  its 
introduction  are  there  unheard  of."  Such  is  tlie 
intelligence  of  the  workmen,  and  such  their  a|>- 
preciation  of  mechanical  improvements,  that  "  th-'y 
hail  them  with  satisfaction  as  releasing  them  frotu 
the  drudgery  of  unskilled  labour.'  The  energy 
and  the  aptitude  of  the  people  to  avail  themselves 
of  the  immense  natural  resources  of  their  country, 
appeared  to  Mr.  Whitworth  (whois  him  self  a  moit 
ingenious  and  energetic  man,  and  takes  a  lead  ^t 
Manchester,  one  of  the  most  energetic  of  o4r 
towns)  to  be  most  extraordinary.  To  these  cir- 
cumstances, to  the  general  education  enabling  the 
people  to  understand  and  appreciate  the  peculiaj-- 
ities  of  their  condition,  to  the  facilities  for  difluk- 
ing  knowledge  by  a  universal  and  perfectly  free 
press,  Mr.  Whitworth  justly  attributes  the  gre4t 
prosperity  of  the  country.  Its  natural  resourois 
are  immense,  but  so  are  the  natural  resources  ^f 
almost  every  other  country,  though  as  yet  appaf- 
ently  only  the  Americans  have  known  how  prop- 
erly to  us  the  bounties  of  Nature.  Unfettered  liy 
prejudices,  they  have  opened  their  eyes  and  their 
ears  to  the  lessons  of  the  magnificent  world  in 
which  they  live,  and  they  have  drunk  in  deep  ja 
knowledge  of  physical  powers  which  will  ma)^ 
them,  on  the  aphorism  of  Bacon,  the  conquerofs 
of  Nature  herself. 

"  The  one  thing  which  more  than  any  otherj" 
says  Mr.  Wallis,  strikes  the  visitor  to  the  seats  if 
industrial  skill  in  the  United  States,  is  the  ingenu- 
ity, the  indomitable  energy  and  perseverance  dis- 
played in  overcoming  the  early  difliculties  whicb 
must  have  stood  in  the  w.ay  of  anything  like  suc- 
cessful progress  at  the  outset.  It  is  not,  therefor*, 
a  matter  of  surprise  that  many  skilled  artisaqs 
have  from  time  to  time  returned  to  Europe  after 
an  attempt  to  establish  a  manufaturc,  since  the 
embarrassments,  arising  out  almost  unaided  exer- 
tions and  an  insolated  position,  were  too  great  to 
allow  them  to  do  justice  to  themselves."  "  Thene 
are  very  few  Englishmen  compared  with  what  I 
expected  to  find,  or  are  generally  supposed  to  be 
engaged  in  the  industrial  establishments  of  tll^ 
United  States.  The  hours  oj  labour  are  loo  Long  for 
most  of  those  who  are  induced  tj  emigrate."  It 
appears,  too,  that  the  isolation  of  many  American 
manufactures — the  want  of  mutual  aid  to  whicb 
English  workmen   are  accustomed — stand  in  the 


lis,  "  many  of  the  manufactures  of  Birmiugtiam  or 
Sheffield  close  their  doors,  if  they  had  to  furtiish 
themselves  with  all  the  partially  prepared  materi- 
als for  which  tbey  depend  on  those  whose  busi- 
ness it  is  to  manufacture  them."  The  American 
system  is  not  as  much  borrowed  from  Euroi)e  as 
adapted,"  with  some  knowledge  of  what  is  done 
in  Europe,  to  the  circumstances  of  America." 
One  of  their  great  arts  Mr.  Whitworth  shows  us  is 
of  native  origin,  and  the  parent  of  many  othera. 
"  The  early  settlers,"  be  says,  "  found  in  the  for- 
ests an  unlimited  supply  of  wood,  which  necessity 
compellf-d  them  to  employ  in  every  possible  way." 
Wood  thus  became  with  them  a  universal  mater- 
ial; and,  work|>eople  being  scarce,  roacbiner}'  was 
introduced  as  far  a."  posoible  to  supply  the  want 
of  hands.  The  character  thus  given  to  one  branch 
of  manufactures  has  gradually  extended  to  oth- 
ers. Applied  to  stone-dressing,  for  example,  one 
man  is  enabled  to  perform  as  much  work'as  twen- 
ty masons  by  hand.  They  have  saw-mill«  of  great 
power  and  great  ingenuity.  They  have  largo 
manufactories  of  doors,  sashes,  and  window- 
frames,  m<ade  generally  by  self-acting  machinery. 
They  have  portable  sawing  machines  adapted  to 
their  wants.  They  have  numerous  kinds  of  wood- 
planing  machines.  Though  England,  in  the  ma- 
chinery for  making  blocks  at  Porumouth,  has 
done  something  in  the  manufacture  of  wood.  "  the 
improvements  have  not  been  extended,"  Mr.  Whit 
worth  cays,  "  to  ordii  ary  purijoses'  as  they  have 
in  America;  though  persons  in  Liverpool,  sensilile 
of  the  8ui»criority  of  the  Americans,  are  now  about 
to  import  some  of  the  best  Am'^rican  machine?"  '• 
to  England.  American  clocks  are  of  world-wide 
celebrity,  though  the  Americans  have  no  other 
advantage  for  making  them  than  their  own  enter- 
prise and  energy  and  their  judicious  employment 
of  machinery.  Labour  and  materials  are  more 
expensive  than  in  the  countries  to  which  they  are 
exported,  and  many  are  expoited  to  England,  a 
"  large  portion  of  which  are  re-exported  to  other 
markets." 

The  ra{iid  progress  and  the  greatness  of  the 
Americans,  like  their  clipper  ship?,  are,  in  the 
main,  their  own  and  chiefly  due  to  themselves. 
With  a  country  offering  to  their  energy  almost  un- 
limited means  of  subsistence,  and  abounding  in 
the  raw  materials  of  all  the  arts,  while  they  possess 
sharpened  faculties,  habits  of  industry,  and  men- 
tal energies  far  superior,  taking  them  as  a  whole, 
to  any  of  the  yet  half-enslaved,  debased,  and  mis- 
led people  of  the  Old  World — prolific  in  themsel- 
ves, and  yet  having  room  amongst  them  for  all 
the  people  Europe  can  spare — ^they  seem  certain 
to  become  the  greatest  and  most  powerful  nation 
that  ever  existed.  England  may  hope  to  share  in 
their  greatness  as  hitherto,  and  may  further  hope 
that  the  two  nations  may  grow  together  and  be 
more  and  more  closely  united  as  they  grow,  till 
they  become  indentified  in  interests  by  mutual 
services,  if  always  destined  to  remain  geographi- 
cally distinct.  To  the  intelligent  Commissioners, 
who  harve  known  how  to  appreciate  the  talent* 
and  skill  of  the  Americans,  their  independence 
and  their  freedom,  the  public  are  deeply  indebted 
for  the  more  just  opinions  than  those  formed  by 
hasty  tourists  which  they  have  brought  back  to 
Europe. — Liondon  Economist. 


Hartk'Kastern  Railroad  of  South  Carotiao. 

The  total  cost  of  the   Road  when   completed, 
with  the  necessary  equipments  for  eflicient  service, 

istimated  at  SI, 600,000.  To  meet  this  there  is  a 
subscription  of  889,700,  leaving  a  balance  of  $710,- 
300  to  be  provided  by  further  subscription,  or  the 
issue  of  bonds  upon  the'mortgage  of  the  Road. 
The  entire  line  has  been  located.  Thirty  miles 
from  Charleston  have  been  placed  under  contract, 
and  twenty-nine  miles  after  crossing  th©  8ant«e. 
The  remainder  of  the  grading,  together  with  all 
the  unlet  and  unfinished  work  apon  the  Road,  is 


way   of  their  success.     The  peculiarities  in   th.  "^ ^L^t^ft^Z}'yj]l'J^, 


condition  of  America  standing  in  the  way  of  man- 
ufactures, which  the  Americans  have  known  hov 
to  surmount,  "  would  now  mftke,"  says  Mr.  W»^ 


Ihe  total  receipts  of  the  Road  up  to  81st  March 
last,  were  $533,715  82.  Expenditures  8831,033 
88.    Tot&lnumber  of  Bbares  subscribed  17,794. 
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Dayton  and  Clnctnnatl  Short  Iitne  Railroad, 

This  Company  are  now  employed  upon  their 
tunnel,  through  which  their  road  eaters  the  city 
of  Cincinnati,  and  have  done  little  or  no  work 
upon  other  portions  of  their  line. 

The  last  estimates  of  the  cost  of  the  road  up  to 
the  iron,  are  as  follows : — 

Engineering  and  Incidentals S35 

Depot  grounds,  Cincinnati 210 

"  Dayton 15 

.  ."    s       "  Eleven  intermediate 

Stations 12 

Right  of  way 108 

Fencing 28 

Road  Bed 80 


PERSONAL    ESTATE. 

Wards.         1853.  1853.  Percent. 

I.S49,008,060  35  $64,789,980  78  32,200  Inc. 


000 
000 
000 


000 
000 
000 
000 


TUNNEL    AND    APPROACHES. 


South  approach 77 

North        "         30 

Shafts,  (cost)     24 

Body,      "  643 


Earth  work,  masonry,  timber,  and 
bridging  from  tunnel  to  Day  ton . . 


909 
230 
250 
bOO 

—$775 


989 


069  127 


II. 
III. 
IV. 

v.. 

VI.. 
VII.. 
VIII.. 
IX.. 
X.. 
XI.. 
XII.. 
XIII.. 
XIV.. 
XV. 
XVI. 
XVII. 
XVIII 
and  XXI  11,987,000  00 

XIX 
and  XXII    448,000  00 
XX..       283,400  00 


4,759,207  19 

10,504,646  64 

1,766,794  80 

2,669,303  00 

1,946,314  12 

3,128,790  00 

2,492,615  00 

1,961,393  00 

1,140,300  00 

655,561  83 

837,500  00 

624,158  23 

2,290,653  97 

17,621,229  65 

1,899,568  90 

3,066,250  00 


6,996,078  73  26,239 
11,978,680  56  14,032  " 
1,725,872  00    2,316  Dec. 
2,200,250  00  20,988  " 
1,423,394  97  38,018  " 
4,116,984  62  31,764  Inc. 
2,423,150  00    l,868Dec. 
2,454,199  38  25,140  Inc. 
1,228,160,00    7,732  " 

425,764  00  30,281  Dec. 
1,032,000  00  24,432  " 

721,858  23     1,565  " 

2,646,834  38  11,139  " 

18,690,080  68     6,066  " 

3,494,852  84  84,007  " 

3,054,176  00    0,065  Dec. 

22,427,100  00  87,000  Inc. 

2,188,n00  00  388,392  " 
640,100  00  90,706  " 


Total,  ready  for  iron $1,885,996 

Including  four  miles  of  double  track  road-bed, 
and  side-track  grading  for  12  places.  The  esti- 
mates for  iron,  rolling  stock,  depot  buildings,  etc., 
are  not  given. 

The  following  statement  will  show  the  charac- 
teristics of  the  road : 

Length  of  road 53,2G0  miles 

Straight  line 89,882 

Curved      "     13,384  63,206    " 


$119,034,137  94  $183,461 ,529  62 
119,134,137  94 

Increase  in  per-   

sonal  estate      34,427,391  68  28,922  Inc. 

REAL  A.ND  PERSONAL  ESTATE. 

Wards.        1863.  1864.  Percent. 

I  $80,927,193  35  $105,229,230  78  30,029  In. 


feet. 


Total  curvature 1236031 

Minimum  curvature 16371 

Maximum        "         1910    " 

Levfel  grade 15.940  miles 

Ascending  grade 21.767    " 

Descending     "      75.469    " 

ToUl  asceut  going  north 656.50  feet. 

"     descent"  "       381.50    " 

Elevation  ot  Dayton  above  Cin'ti 175.00    " 

The  receipts  of  the  Company,  up  to  the  present 

time,have  been  $228,967.     Disbursements,  $216,- 

676.     Balance  on  hand,  $12,291.     The  Company 

hare  issued  no  bonds,  with  the  exception  of  $28,- 

000  paid  to  contractors. 

New  Toric  City  Valuation  for  1834. 

The  following  table  will  show  the  comparative 
Taluation  of  the  real  and  personal  estate  for  1853 
and  1863. 

REAL  ESTATE. 

Wards.        1853.  1854. 

I.. $31,918,133  $40,440,200 


II 
III 
IV 

v.. 

VI.. 

VII.. 

VIII.. 

IX.. 

X.. 

XI.. 
XII... 
XIII.. 


.23,603,057  19 

.29,207,246  54 

.10,692,114  80 

.  15,535,653  00 

.11,221,404  12 

.  15,086,876  00 

.  17,197,808  00 

14,480,543  00 

8,932,160  00 

7,783,851  83 

6,446,772  00 

6.402.858  23 


II 

■'       III.. 
IV.. 

v.. 

VI.. 
VII.. 

.  vni.. 

IX.. 
X.. 

VI.. 

•  XII.. 

•     XIII.. 

*   XIV.. 

-     XV.. 

V    XVI.. 

XVII.. 

XVIII 

and  XXI. 

XIX 
and  XII.. 
XX.. 


18,844,750 

18,702,600 

8,825,320 

12,864,350 

9,257,150 

11,963,085 

14,706,200 

12,619,150 

7,791,850 

7,228,300 

6,609,272 

4,838,700 

9,194,600 

20,257,600 

12,858,550 

14,506,030 


26,751,500 

20,993,160 

8,967,070 

13,607,500 

9,480,000 

12,271,034 

15,983,200 

13,360,000 

7,971,700 

7,395,800 

8,789,788 

5,076;700 

9,654,900 

24,786,600 

14,035,450 

15,121,154 


Per  cent. 

23,631  increase 

41,424  " 

12,247  " 

1,600  " 

6,775  " 

2,314  " 

2,575  " 

8,690  " 

5,710  " 

2,308  " 

2,303  " 

56,701  " 

4,914  " 

5,006  " 

22,356  " 

8,115  " 

4,247  " 


XIV..  11, 485,164  97 

XV.. 37,878,829  65 

XVI..  14,758,1 18  69 

XVII..  17,501,280  CO 

XVIII 

and  XXI  50,707,855  00 

XIX 
and XXII  17,418,000  00 
XX..   11,340,400  00 


32,747,576  73  38,740 

32,071,830  55  12,899  " 

10,692,942  00    0,961  " 

15,843,750  00     1,780  " 

10,903,994  97     2,911De. 

16,387,018  62  8,631  In. 

18,406,350  00  7,027  " 

15,804,199  38  7,133  " 

9,199,850  00  2,997  " 

7,822,564  00  0,467  " 

9,821,788  00  52,368  " 

6,798,558  23  6,145  " 

12,200,734  84  6,230  '' 

43,476,560  68  14,751 

17,530,302  84  18,746 

18,176,325  00  3,495 

73,088,295  00  28,880 

23,530,290  00  35,092 
13,884,700  00  22,338 


44,720,255  50,001,195  13,208 


16,970,000 
11,066,000 


21,342,270 
12,344,000 


25.764 
20,591 


$294,652,795  $340,024,317  . ,   , 

294,652,795  •       ' 

Increase  in     

real  estate.. $46,37 1,522  16,898 


$413,680,832  94  $493,486,846  64  19,389  In 
413,686,932  94 

Total  increase v  '' 

in  valuation..    $79,798,913  70 

So  nth -Western  Tennessee  ftalliva}'. 

From  Hie  Annual  exhibit  of  the  condition  of 
this  company,  with  the  report  of  W.  E.  Ferguson, 
Esq.,  C.  E.,  we  learn  that  the  Company  was  incor- 
porated in  1852,  with  a  perpetual  charter,  with  a 
capitat  of  $3,OUO,OuO.  Its  termini  are  McMlnn- 
ville,  on  the  south,  and  some  point  on  the  Ken- 
tucky Stale  line,  in  the  direction  of  Danville,  on 
the  north.  This  company  is  the  recipient,  among 
others,  pi'  State  aid  to  the  amount  of  $10,000  per 
mile,  for  laying  the  iron  It  was  put  under  con- 
tract to  Messrs.  Furguson  &  Chamberlain,  of 
Cleveland,  Ohio,  in  June,  1853,  to  be  completed 
and  fully  equipped  a.s  a  first  class  road.  The  sur- 
vey of  the  line  was  completed  November  21, 1853, 
and  the  original  survey  lessened  3  miles. 
The  cost  of  the  road,  completed  in 

running  order,  will  not  exceed $2,603,107  50 

To  meet  which  the  com- 
pany has  State  Bonds  830,000  00 

Individual  SLock 103,000  00 

County  Stock 100,000  00 

Contractors  Stock 867,732  60-1,900,732  50 


stock,  &c.  These  Bonds  will  not  be  used  until  the 
subscription  shall  have  been  increased  $300,000, 
which,  with  a  sale  of  $350,000  of  the  Bonds,  and 
the  local  subscription  relied  upon,  will  furnish  am- 
ple means  to  complete  the  road. 

From  the   Engineer's  report  we  gather  the  fol- 
lowing elements,  viz  : 

Length  of  road 83.0  mile  s 

Stniight  line C3.8      " 

Curved  line 19.2      " 

Curvature 3100  deg. 

Alignment  as  follows : 

Gauge 5  feet. 

Level 14.3  miles. 

Less  than  10  feet 3.3      " 

Between  10  and  20  feet 3.6      " 

Retween  20  and  30  feet 8.0      " 

Between  30  and  40  feet 6.2     " 

Between  40  and  60  feet 11.6      " 

Between  60  and  60  feet "28.4      " 

Of70feet 3.2      " 

Of90feet '. 4.4      " 

Total  ascent  going  north 1,679  feet. 

Total  ascent  going  south 4,914    " 

Sharpest  curve  6  degrees,  having  a  radius  of  956 

feet. 

The  estimates  for  83  miles  of  road  and  3  miles 
of  turn-out,  are  as  follows : 

Preparing  road  for  iron $1,496,147  50 

Superstructure 810,450  00 

Equipment 216,000  00 

Engineering  and  Superintending ....        80,000  00 

■      ^^    ■"  -•.«;(.':.       $2,603,197  60 

Or  $30,000  per  mile. 

From  these  facts  it  will  be  seen  that  the  position 
of  this  road  is  very  favorable,  having  but  few  hind- 
rances, to  an  early  completion,  and  those  will 
doubtless,  be  readily  surmounted. 

'^         American  Debt  Abroad. 

From,  the  London  Times,  April  7lh. 
On  the  22d  ult.,  it  was  mentioned  that  the  re- 
turn moved  for  in  the  United  States  Senate  last 
Spring  of  the  total  estimated  amount  of  the  vari- 
ous American  securities  held  at  home  and  abroad 
had  been  partially  completed,  and  that  it  was  be- 
lieved about  £5,400,000  out  of  the  entire  Federal 
debt  of  £41,650,000,  and  about  £22,200,000  out 
of  the  various  State  debts,  amounting  to  £38,- 
450,000,  were  in  European  hands.  The  figures  in 
relation  to  the  several  railroad,  canal,  city  and 
other  stocks  remained  to  be  ascertained,  and 
these,  it  was  thought,  would  finally  augment  the 
total  of  American  securities  held  on  this  side  to 
about  £40,000,000,  The  full  statements  have 
now  been  furnished,  and  the  estimates  under  each 
specific  head  appear  as  follow? : 


-    -^5  ■■         Total. 

United  States  Stock £11,660,000 

State  Stocks 38,150,000 

Town  and  City  Bonds...   16,870,000 

County  Bonds 2,780,000 

983  Bank  Stocks 63,340,000 

75  Insurance  Stocks 2,566,000 

244  Railroad  Co.  Stocks.   61,980,000 
244  Railroad  Co.  Bonds..   34,020,000 

16  Canal  Co.  Stocks 7,180,000 

16  Canal  Co.  Bonds 4,420,000 

15  Miscellaneous  Stocks.     3,475,000 

16  Miscellaneous  Bonds.        470,000 


Held  by 

Foreigners. 

£5,400,000 

14,585,000 

3,290,000 

1,000,000 

1,340,000 

76,000 

1,650,000 

8,780,000 

130,000 

395,000 

100,000 

60,000 


Balance 703,235  70 

To  meet  which  $1,600,000  of  the  company's  Bonds, 
bearing  not  less  than  7  per  cent.,  have  been  au- 
thorised, secured  by  deeds  of  trust  on  the  road, 


Total £236,900,000  £36,805,000 

This  list  brings  the  total  held   on  this  side  to 
£36,865,000  only,   instead  of  £40,000,000;    but 
some  circumstances  require  to  be  taken  into  ac- 
count, wnich  will  increase  it  to  a  point  beyond  the 
latter  sum.    Thus,  in  the  returns  given  by    the 
four  repudiating  States  of  Mississippi,   Michigan, 
Florida  and  Arkansas,  the  amounts  held   by  fore- 
igners are  either  suppressed  or  falsified.  Mississip- 
pi and  Arkansas,  for  instance,  give  no  information. 
Michigan  reports  only   that  portion  of  her  debt- 
wbich  she  has  not  repudiated,  and  treats  the   re 
mainder  as  having  no  existence ;  and  Florida  ac 
knowledges  no  liability  of  any  kind.    Illinois  like 
wise,  which,  although  not  a  repudiating  State,  is 


^..,s*-'".^;  '?^-<T'v.- 


r 
.'  I. 


AMERICAN    RAILROAD    JOURNAL. 


;v...."..,. 


263 


a  defaulting  one,  withholds  the  particulars  as  to 
where  the  sufferers  from  her  course  are  chiefly  to 
be  found.  Reckoning  these  with  other  omissions, 
the  impression  is  that,  instead  of  the  State  Stocks 
held  out  of  the  country  being  put  as  above,  at 
£14,685,000,  the  sum  should  be  at  least  £22,685,- 
000,  even  without  making  full  allowance  for  ar- 
rears of  interest,  &c.  The  total  of  all  kinds  of 
United  States  securities  abroad  may  therefore  be 
assumed  to  be  little  short  of  £45,000,000,  or  about 
a  fifth  of  the  entire  total  of  £235,900,000.  Next 
to  the  stacks  of  individual  States,  the  chief  things 
which  have  found  their  way  to  Europe,  have  been 
the  bonds  of  railroad  companies ; — while  railroad 
ilocks.  which,  when  bought  at  market  prices,  are 
intrinsically  more  profitable  and  safe,  inasmuch 
as  the  interests  of  American  holders  are  identified 
with  them,  have  been  comparatively  neglected. 

Rlchmenil  anil  Danville  Railroad. 

Vincent  Witcher,  Esq.,  has  been  elected  Presi- 
dent of  the  Richmond  and  Danville  Railroad  Com- 
pany, in  place  of  W.  P.  Tunstall,  deceased. 

Burlington  and  JHtMoarl  Railroad. 

J.  W.  Brooks,  of  Detroit,  Mich.,  has  been  elec- 
ted President  of  this  company,  and  Oliver  Cook, 
of  Burlington,  Iowa,  Secretary. 

Statlatioa  of  Rallt^My  Rolling  Stock  in  Great 
Britain. 

It  appears  from  a  return  that  the  total  aumber 
of  locomotive  engines  on  railways  in  the  United 
Kingdom  is  3942,  being  about  one  locomotive  to 
every  two  miles  of  railway;  the  number  of  first 
class  carriages  2413,  capable  of  holding  49,226 
passengers ;  the  number  of  second  class  carriages 
3413,  capable  of  holding  124,703  persons;  the 
number  of  third  class  carriages  2954,  capable  of 
holding  121 ,807 persons;  the  number  of  composite 
carriages  1114,  capable  of  holding  35,239  persons ; 
and  the  number  of  other  carriages  1470,  capabla 
of  holding  4231  person — making  together  11,364 
carriages,  capable  of  holding  335,206  passengers. 
The  number  of  horse  boxes  is  1547,  capable  of 
holding  4547  horses ;  the  number  of  cattle  wagons, 
7127,  capable  of  holding  76,696  head  of  cattle. 
The  number  of  carriage  trucks  is  1661. 

Of  the  3942  locomotive  engines,  3221  are  used 
on  railways  in  England  and  Wales,  527  on  rail 
ways  in  Scotland,  194  on  railways  in  Ireland.  Of 
the  2413  first  class  carriages,  1967,  capable  of 
holding  4f>,005  persons,  are  on  railways  in  England 
and  Wales ;  346,  capable  of  holding  6252  persons, 
on  railways  in  Scotland  ;  and  100,  capable  of  hold- 
ding  2969  persons,  on  railwavs  in  Ireland.  Of  the 
3413  second  class  carriages,  2846,  capable  of  hold- 
ing 104,811  persons,  are  on  railways  in  England 
and  Wales ;  396,  capable  of  holding  10,930  per- 
sons, on  railways  in  Scotland ;  and  171,  capable  of 
holding  8962  persons,  on  railways  inlreland.  Of  the 
2954  third  class  carriages,  2204,  capable  of  holding 
93,235  persons,  are  on  railways  in  England  and 
Wales ;  545,  capable  of  holding  17,743  persons,  on 
railways  in  Scotland;  and  210,  capable  of  holding 
10,829  persons,  on  railways  in  Ireland.  Of  the 
1114  composite  carriages,  822,  capable  of  holding 
26,635  persons,  are  on  railways  in  England  and 
Wales  ;  210,  capable  of  holding  4846  persons,  on 
railways  in  Scotland  ;  and  82,  capable  of  holding 
3758  persons  on  railways  in  Ireland.  Of  the  1470 
other  carriages,  1305,  capable  of  holding  2961  per- 
sons, are  on  railways  in  England  and  Wales,  101 
capable  of  holding  820  persons,  on  railways  in 
Scotland ;  and  64,  capable  of  holding  460  persons, 
on  railways  in  Ireland.  Of  the  1547  horse  boxes, 
1282,  capable  of  holding  8751  horses,  are  on  rail- 
ways in  England  and  Wales,  162,  capable  of  hold- 
ing 486  horses,  on  railways  in  Scotland ;  and  103, 
capable  of  holding  310  horses,  on  railways  in  Ire- 
land. Of  the  7127  cattle  wagons,  5892,  capa- 
ble of  holding  67,319  head  of  cattle,  are  on 
railways  in  England  and  Wales  ;  745,  capable 
of  holding  6423  cattle,  on  railways  in  Scot- 
land;  and  490,  capable  of  holding  3964  cattle,  on 
railways  in  Ireland.  The  number  of  carriage  tracks 
on  railways  in  England  and  Wales  is  1311,  in  Scot- 
land 166,  and  in  freland  86. 

On  the  broad,  or  7  feet  gauge  lines,  the  working 


stock  consists  of  239  locomotive  engines,  197  first 
class  carriages,  capable  of  accommodating  5880 
persons;  259  second  class  carriages,  capable  o( 
holding  17,150  persons;  71  third  class,  capable  of 
holding  462  persons,  and  44  composite  carriages, 
capable  of  holding  2029  persons  :  1G8  horse  boxes, 
capable  of  holding  647  horses ;  1 192  cattle  wag- 
ons, capable  of  holding  1 1 ,699  cattle ;  230  carriage 
trucks,  and  103  vans. 

On  the  narrow,  or  4  feet  8  j.j  inch  gauge  lines, 
in  England  and  W^es,  the  working  stock  consist 
of  2982  locomotive  engines,  1770  fir.st  clas*  carria- 
ges, capable  of  holding  34,125  pensona:  2578  sec- 
ond class  carriages,  capable  of  holding  87,GC1  per- 
sons ;  2133  third  class  carriages,  capable  of  hold- 
ing 88,603  persons  ;  778  compo.sit<»,  capable  of 
holding  24,606  persons ;  1202  other  carnages,  ca- 
pable of  holding  2961  persons;  1114  horso  boxes, 
capable  of  holding  3104  horses  ;  4440  cattle  wagons, 
capable  of  holding  55,620  head  of  cattle,  and^  1081 
carriage  trucks.  They  are  all  narrow  jiauge  lines 
of  4  feet  8>^  inches  in  Scotland  ;  the  gauge  of  rail- 
ways in  Ireland  is  5  feet  3  inches.  The  working 
stock  on  these  lines  is  stated  above. — IJnapa(h's 
Journal. 


Probable  Inflnence  of  an  European  'War  up- 
on tbe  Cuuiuierce  of  Great  Uritan. 


We  copy  from  the  London  times,  the  following 
speculations  upon  the  probable  financial  eflect  of 
an  European  War. 

The  primary  question  is,  whether  the  annual  ex- 
pense of  the  war  is  likely  to  exceed  the  annual 
gain  of  the  country  from  the  course  of  trade,  and 
thus  to  necessitate  shipmcHts  of  bullion  to  the 
amount  of  ihe  deficiency,  and  a  conscijuent  con- 
traction of  the  circulation.  If  this  result  is  exper- 
ienced, the  funds  must  necessarily  fall,  but  in  the 
opposite  case,  no  matter  what  may  be  the  tempor- 
ary disasters  sustained,  nothing  can  prevent  a 
rise ;  and  the  idea  that  80,  90,  or  even  100  is  not 
the  price  which  individuals  had  previously  con- 
jectured as  that  which  would  prevail  on  a  Europ- 
ean contest,  will  have  no  influence  in  preventing 
it  from  being  maintained. 

Hitherto  the  principal,  if  not  the  only  explana- 
tion, offered  for  the  existing  depression  has  been, 
that  the  public  have  begun  selling,  and  consequen- 
tly that  it  will  be  severe  and  j)ermanent ;  those 
who  give  this  reason  have  entirely  omitted  to  show 
what  the  public  are  subsequently  to  <lo  nith  their  mon- 
ey. Ifit  had  been  remembered  that  this  money 
must  find  its  way  back  to  the  maikct,  either  in 
the  shape  of  banking  deposite  or  some  other  form, 
and  thus  produce  a  feeling  of  great  case,  which 
would  soon  manifest  its  effect  on  the  Stock  Ex- 
change, they  would  at  once  see  the  groundless- 
ness of  the  attempt  to  raise  alarm  on  that  score, 
and  would  have  been  brought  back  to  the  oiu pre- 
dominant consideration,  namely,  ichetJier  Dure  is  any 
cause  to  anticipate  a  steady  diminution  oj  our  stock 
of  gold. 

Whatever  may  be  the  opinion  warranted  on  that 
point,  it  is  by  keeping  it  always  in  view  that  the 
instances  of  vague  fear  exhibited  in  October  last, 
and  repeated  in  the  present  month,  can  alone  be 
averted  ;  and  although  the  materials  for  arriving 
at  a  conclusion  respecting  it  are  not  positive,  they 
are  enough  to  lead  to  a  considerable  degree  of 
certainty.  Supposing,  for  instance,  the  war  to  bi-- 
come  not  only  serious  but  chronic,  and  to  involve 
an  additional  cost  of  £10,000,000  per  annum,  the 
problem  to  bo  deteraiined  is,  how  far  the  drain 
for  that  expenditure  will  be  mitigated,  and  wheth- 
er, after  allowing  for  everyting,  the  balance  will 
be  beyond  the  surplus  usually  at  oiir  disposal  for 
foreig  n  outlay. 

The  only  way  to  ascertain  this  probable  surplus 
is  to  estimate  the  yearly  investments  we  have 
been  accustomed  to  make,  not  merely  in  foreign 
loans  and  public  undertakings,  but  aI:>o  in  great 
works  at  home  not  immediately  of  a  remunerative 
character.  Advances  fur  foreign  purposes,  of 
course,  take  so  much  capital  direct  from  the  coun- 
try, and  extensive  home  undertakings  oi)erate  in 
a  similar  manner,  by  causing  the  population  to  be 
employed  in  the  manufacture  of  other  than   ex- 


portable articles,  while  they  are  consuming  im- 
ported food  and  raw  material  for  clothing.  Now, 
there  is  reason  to  believe  that  on  an  average  of 
several  ycafs,  the  annual  toU-ils  sent  direct  to  for- 
eign countries  in  the  shapfc  of  loans,  &c.,  cannot 
have  been  less  than  fifteen  or  twenty  millions,  to 
>ay  nothing  of  the  scries  of  quiet  investments  in 
American  securities,  which,  in  a  very  short  space, 
have  reached  an  aggregate  of  probably  £40,000,- 
000  on  European  account,  England,  doubtless,  be- 
ing by  far  tlie  greatest  holder. 

At  the  same  time  our  own  public  works  have  ex- 
tended on  a  st-ale  never  before  known,  and  the  in- 
crease of  our  shipping,  even  during  the  last    year, 
has  been  nearly  400, WO   tuns.     Under  these  cir- 
cumstances, the  question  whether  ten,  twenty   or 
thirty  millions  can  be  spared  for  a  war,  loses  much 
of  its  terror.     During  the  struggle  no  foreign  loans 
of  any  magnitude  are  likely  to  be  taken,  and  even 
such  small  ones  as  may  be  introduced  can  only 
originate  in  the  fact  of  our  money  market  being 
the  easiest  that  can  be  found.     All  ovtUysfor  in- 
dustrial irorks  in  foreign  countries  will  be  suspen- 
ded, Am\  at  home  only  schemes  of  immediate  ne- 
cessity will  be  undertaken.     Meanwhile  our  trade 
will  go  on,  and  Australia  and   California  will   still 
pour  forth  their  supplies.     Hence  our  early  sur- 
plus of  profits  must  stUl  accrue  to  us,  especially 
under  tiie  prevailing  economy  always   induced  by 
troublous  times,  and,  with  every  extraneous  chan- 
nel of  investment  cut  oft',  a  periodical   creation  of 
£10,000,000,  consols,  ifit  should  be  found   desira- 
ble, in  place  of  increased  taxation,  would  not  only 
be  absorbed  without  diflScult}',  but  would  actually 
be  welcomed.   Even  the  money  thus  raised,  more- 
over, would  not  be  immediately  felt  as  a  dead  loss 
to  the  country,  since  it  would  be  partly  laid  out  on 
home  labor  for  military  stores,  although  of  course 
this  labor  might  be  more   profitably  expended   in 
the  creation  of  articles  for  commercial  interchang* . 
It  must  also  be  borne  in   mind   that  when   we 
speake  of  £10,000,000  per  annum,  it  is  a  very  'arge 
amount  even  for  a  severe  war. 


Mad  River  and  I^aka  Krie  Railroad. 

The  cost  of  the  construction  and  equipment  of 
the  Mad  River  and  Lake  Erie  Railroad,  according 
to  the  annual  report,  just  published,  is  $4,424,681. 
The  debt  of  the  Company  is  S2,120,000.  The 
earnings  of  the  Road  for  the  year  ending  Feb.  1, 
1854,  were; 

Passen-  Mail  and 

1853.        gers.  Freight.  Incidentals.  Total. 

FebruaryS10,901  01  $14,053  77  S2,390  §27,346  38 
March..  17,623  97  18,642  46  2,436  88,60148 
April...    17,306  66     22,228  60    2,420    41,966  26 


May.... 

17,599  03 

43,666  41 

7,940 

69,106  04 

June.. . 

20,996  11 

33,422  63 

1,790 

56,208  74 

July.... 

22,105  08 

31,712  78 

2,790 

56,607  86 

August. 

26,113  41 

44,393  92 

2,806 

73.312  38 

Sept 

32,589  92 

00,042  68 

2,790 

95,422  60 

October. 

28,787  25 

53,471  69 

2.790 

85,048  94 

Nov. . .  . 

21,660  92 

41,878  27 

2,790 

66,329  19 

Dec 

19,491  63 

19,123  18 

2,790 

41,404  81 

'54.. Jan 

17,105  00 

15,863  35 

2,290 

85,258  85 

ToUlS251,181  19  S398,399  64*36,020  »636,600  88 
The  net  eaniings  were  S209,197,  after  the  pay- 
ment of  interest  and  taxes,  or  about  9  per  cent. 
The  following  statement  gives  the  gross  income 
since  the  road  was  opened ; 


Tear  1848. 
1849. 
1850. 


,^269,621  83 
343,734  86 
434,961  92 


Year  1861.  S393,571  76 
1852..  305,76171 
1858..    681,074  24 


t.o^an«port  and  Hortbcrn  Indiana  Railroad 
Company. 

The  following  gentlemen  were  recently  elected 
Diretors  of  this  company  : 

Wesley  Park,  and  Reuben  J.  Dawson,  of  Dekalb 
county ;  Adams  V.  Hooper,  and  \^m.  H.  Swasey, 
of  Whitley ;  Wm.  Thome,  and  Abraham  Shallen- 
barger,  of  Wabash  ;  John  H.  Constant,  of  Miami ; 
James  W.  Dunn,  W.  S.  Brown,  S.  B.  Kendrick  and 
Philip  Pollard,  of  Cass  ;  Hamilton  B.  Bradshaw, 
of  Brooklyn,  X.  Y. :  and  Henery  E.  Barret,  of 
Troy,  N.  Y. 

Philip  Pollard,  Esq.,  was  elected  President,  and 
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Charles  C.  Clark,  Secretary  and  Treasurer.     L.  3. 
Nash,  Esq.,  was  appointed  Engineer-in-Chief. 

The  whole  of  this  line,  except  7  miles,  is  cleared 
and  grtibbed,  and  20  miles  are  nearly  graded. 
Means  for  the  completion  of  the  road,  ready  for 
the  iron,  have  been  provided. 

American   Railroad  Journal. 


Saturday,  April  39,  1854. 


RallVFay 


State  iueuts» 


Exlilblta»FlBanclal 
Etc.— Printing. 

When  an  enterprise  comes  before  the  public  for 
favors,  either  as  a  borrower  of  money,  or  seller  of 
bonds,  or  a  solicitor  of  subscriptions  to  Capital 
Stock,  it  is  due  alike  to  itself,  (if  it  be  a  legitimate 
enterprise,)  and  to  the  public,   that  it  present  a 
well-written  and  handsomely  printed  statement  of 
.     the  facts    and    figures,   upon    which    it   bases  its 
claims.    It  so  happens,  that  these  statements  are 
.    generally  written  by  the  officers  of  the    Corpora- 
•    lion,  who  are  business   men,   not   accustomed   to 
writing  for  the  press,  and  unacquainted  with  those 
significant  marks  which  are  used   to  indicate  to 
the  compositor  the  meaning  of  the  author.  Again, 
when  the  proof  is  sent  for  correction  a  similar 
difficulty  occurs  from  ignorance  of  the  usual  marks 
'   .  for  the  rectification  of  errors ;  and  the  consequence 
.  not  unfreqnently,  is,  a  pamphlet  full  of  errors,  for 
which  the  author  himself  is   at  a  loss  for  an  ex- 
planation; as  mortifying  to  him,  as  they  are  fre- 
.  quently  detrimental  to  the  interests  of  the   enter- 
;y  prise,  whose  success  he  has  most  at  heart. 

A  clear  and  forcible  statement  of  the  afiairs  of 

,  a  railway  enterprise,  consisting  oi  facts  of  its  his- 

•.   tory,   progress,   and   prospects,   accompanied   by 

concise  tabular  statements  of  its  resources,  expen- 

.    ditures,  earnings,  and  expenses— past,  present,  and 

.  prospective— printed  upon  good  paper  and  made 

■  up  in  such  a  style  as  to  reflect  the  impressions  of 
/   the  author  directly  upon  the  mind  of  the  reader, 

.  is  of  essential  service.     On  the  other  hand,  one 

;  carelessly  got  up,  or  the  sense  of  which  isdestroy- 

/    ed,  or  obscured,  by  printing,  is  worse  than  useless 

-'■, a  positive  injury.     The  author  should  write  as 

■  •  he  would  talk,  and  the  printer  should  comprehend 
;  his  subject  and  transfer  the  exact  meaning  to  the 

.;."  mind  of  the  reader.    Otherwise  the  efiect  is  much 
;  <  the  same  as  is  produced  upon  the  mind bysurvey- 
;    ing   an   object  through   an  imperfect  glass;  the 
Tision  is  obscured  rather  than  brightened,  and  we 
.    lee,  instead  of  a  beautiful  picture  with  all  its  lines 
distinct  and  shading  perfect,  forming  one  harmo- 
nious whole,  a  conglomerate  mass  of  indefinite- 
ness,  without  form,  meaning,  or  object,  and  tend- 
-.  ing  to  create  distrust  or  suspicion. 

The  observance  of  these  difficulties,  and  their 
-  effects,  has  induced  us  to  add  to  the  Printing  Office 
of  this  Journal  a  Book  and  Job  department,  with 
particular  reference  to  the  neat  and  proper  execu- 
tion of  all  Railroad  work.  This  office  is  under  the 
supervision  of  Mr.  John  H.  Schultz,  whose  con- 
nection with  the  Journal  for  many  years  past,  has 
given  him  an  intimate  knowledge  of  the  necessities 
of  Railway  Companies  in  these  matters.  He  will 
give  his  personal  attention  to  the  printing  and 
proof-reading,  of  all  reports,  exhibits,  circulars, 
time  tables,  cards,  handbills,  &c.,  which  may  be 
entrusted  to  his  charge,  and  his  long  experience 
in  this  field  will,  doubtless,  prove  of  much  advan- 
tage to  those  of  our  patrons  who  are  entirely  an- 


Rallway  Sliare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  "par  valuation  of 


sioo. 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence.  ..Maine. 

Androscoggin  and  Kennebec. .  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord -. " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic.  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada '  " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine '  " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg.; " 

New  Bedford  and  Taiinton. ..  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  L 

Providence  and  Worcester...  " 

Canal Conn 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill. .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Bufialo  and  New  York  City 


c 

I 


N.  Y, 
(I 


Mquaioted  with  the  art  of  printing. 


Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River ,.  " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Wa.shington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland '* 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy . 
Morris  and  Essex .... 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

PUlMl.,  WilminctOD  and  Bait.  " 


N.J. 

CI 


160 
65 
72 
61 
20 
93 
35 
54 
82 
24 
16 
47 
26 
61 

120 

117 
47 
61 
24 
28 
83 
56 
69 
29 
52 
68 
42 
67 
20 
74 
45 
11 
77 
46 

156 
60 
40 
46 
72 

110 
60 
66 
61 
62 
65 
64 
91 

132 
69 
60 
47 
86 

464 

144 

130 

96 
604 
118 

36 

23 

25 

60 

41 

32 

89 


•s 
3 


.a 


"  a 

o  s 
ye 


o 

H 


.5« 
"  u  5 

m  S  « 

o 


1,638,100!  2,973,700:  5,973,700 

824,863|  1,043,640^  2,036,140 

1,073,678  1,439.694'  2,520,981 

123,884'  1,459,384 

341,100l  '713.605 

622,2001  2,540,217 

none,  i  1,485,000 

720,900i  3,002,094 


1,355,500 

285,747 

1,649,278 

1,485,000: 

2,078,625 

3,016,6341 

717,5431 

600,000i 


none. 


l,097,G00j 
2,486,000; 
8,500,0»X)| 
1,600,0001 
392,000i 


651,214 

1,400,000 

673,500 

550,0001  1,745,516 

2,429,1001  5,577,467 

3,500,000:12,000,000 

1,500,000 


700,000 


1,830,000 
4,076,9741 
3,160,0001 
4,600,000 

421,9601 
1,691,110! 
2,850,000 
1,050,000 
3,640,000 

600,000 
1,169,228 
1,964,070 

250,000 
2,233,989 
1,140,000 
6,150,000 


1,457,600 

922,500 

2,860,000 


206,1901 
150,000 
402,326 
690,541 
180,000j 
286,3631 

1,192,975 
6,208 
191,600 
none. 
953,370 
295,038 
none. 

1,139,615 
194,445 

5,319,620 
467,700 
300,000 
500,000 
800,000 


668,861 
8,000,0001 

926,000 

76P,500 
2,121,110 

900,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,550,000 


2,044,536 
4,111,315 
8,579,041 
4,860,754 

633.906 
1,802,244 
3,120,391 
1,050,000 
8,716,870 

529,964 
2,221,068 
2,293,534 

307,136 
3,207,818 
1,342,593 
9,953,268 

1,791,999 
1,400,000 
8,150,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


254,743 
177,003 
168,114 
208,669 
23,946 
150,638 
305,805 
287,768 
828,782 


0  *- 

0 

<s  p>-> 

•c 

£3 

1 

11 

C! 
0 

Sa 

OJ  ^ 

Jz; 

Q 

CO 


QQ 
O 

<a 


132,546 


495,897 


Leased to 
Recently 


879.686 


66 
46 
81 
63 
66 
20 
86 
95 

d8 


872,000 


425,609 

687,000 

10,000,000 

8,740,616 

4,726,250 

1,875,148 

28,085,600 

1,679,969 

360,000 

174,042 

610,000 

860,000 

899,800 

287,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

880,100 

6,666,882 

6,000,0001 


682,400 
400,000 


1,380,610 
2,596,488 
2,660,600 

In  progres[ 
1,921,270 

In  progres 
987,627 
1,070,786 


434,599 
803,024 
509,326 
887,219 
68,942 
258,220 
620,810 
294,183 
626,659 
188,442 
90,315 
374,897 
159,738 
244.323 
182,398 
1,525,224 
240,572 
291,417 


113,620  none 

80,053  none 

100,552inonei 

I  6  ■ 

11,266  none 
79,669  none 

141,836  8 
55,266'  5 

163,076  5 

I  6 

61,5131  8 


83 
30 
41 
98 
24 
30 
1IO8 

i  37 
62 
I  83 
1081 


.  I  none; 
.  I none  I 


none 

266,639inoue 


689,529 
829,041 
69,629 
114,410 
806,718 


the  Vt.  C'ent. 
opened,  'none 

iDone 

114,098;  0 

418,3681 

226,639 

413,289' 
26,4121 

102,098 

310,875: 

126,5891 

214,633 
46,839 
35,214'none 

122,860  none 
21,490l  8 
13,144|none 
81,807  6 

746,7361  7 

110,892'.... 

120,8921  6 

4  i 

294,269:10  I 

168,902|none 
none 


12i 

26 

94 

91 

97} 


8 

6i 

7 

6 

4 

6 

8 

6 

7 


90 
103  i 
82 
99 
40 
66 
84 
95 
88 
117 
68 
96 

"\h\ 
62 
96} 
69 
95 
65 
122 


428,173 


Recently  opened 

267,6611  116,965i 
Recently  lopened, 


24,008,865i33,070,868 
7,046,39610,527,664 


Recently  jopened. 


977,463 

516,246 

10,773,823 

2,969.760 

206,000 

181,000 

26,000 

400,000 

940,000 

100,000 

700,000 

660,000 


128,000 

476,000 

1,600,000 

13,000 


713,227 

10,427,800 

2,899,166] 


6,102,935 
2,446,391 
33,859,423 
5,1 83.834 
633,598 
349,775 
774,495 
1,250,000 
1,832,945 
329,577 
1,043,357 
1,693,711 
4,327,4«e 
1,220,326 
3,245,720 
2,379,880 
1,266,143 
760,000 
1,702,623 
17,141,987 
8,067,286 


76,760>  39,360  none 

74,241 1  23,496  none 

4,318,9621,800,181  7 

1,063,659!  338,783  none 

681,445'  324,4 94i  4 

205,068   44,070  none 


7 

8 
none 

4 
none 
none 


480,137 

92,353 

Recently 

213,078 
Recently 

173,545 
Recently 
Recently 

225,162 
1,388,385 

149,941 

603,942 

260,899 

118,617 
Recently 

265,827 
2,480,626 

868,036 


196,847 
46,072 
opened. 

96,737 
opened. 

135,017 

opened 

opened, 

116,706 

478,413 

79,252 

316,259 

124,740 

76,890 

opened 

106,820 

1,261,987 

641,769 


89 
94 

40 
64 

66^ 
180 


724 
66 
51 
28 
106! 
191 
70 


none 


none 


80 
83 


none 

•  •  •  . 

8 

94 

10 

148 

7 

•  •  •  • 

10 

181 

3 

•  •  •  • 

6 
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... 

126 

8 

65 

7 

764 

6 
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Compiled  from  thelaUst  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


Pennsylvania  Central Penn. 

Philadelphia  and  Trenton || 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio Md. 

Washington  branch 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Gteorg^ia  Central Ga. 

Georgia " 

Macon  and  Western " 


•a 

1 

s. 
<« 


260 

30 

47 

381 

38| 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


9,768,166 


13,118,902 
1,660,000 


Ky. 


Ohio. 


191 
211 
101 
71 
60 
65 
93 
33 
88 
60 
80 
126 
38 
29 
66 


1001 
147 
95 
135 
46 
61 
60 


Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga 
Covington  and  Lexington. 
Frankfort  and  Lexington. . 

Louisville  and  Frankfort " 

Maysville  and  Lexiington. 
Cleveland  and  Pittsburgh . 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Colimibus .....  " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan .• . . .  " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind, 

Indiana  Central " 

Indiana  Northern " 

Indianaipolis  and  Bellefontaine  " 

Indianopolis  and  Cincinnati. .  " 

Lafayette  and  Indianapolis. . .  " 

Madison,  Indianapolis  &  Peru  " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago .....  111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago "     '92 

Michigan  Southern  and  Ind.  N.Mich.  316 

Michigan  Central "     282 

PMiflo Mo.  88 


769,000 
1,372,324 

686,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


a 

o 
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5,000,000 13,600,000  1,943,827    617,625  . . . . 


6,077,103 


1,004,231 
3,868',840 


3,500,000 
4,000,000 
1,013,088 


686,887 


776,269 
879,868 
688,611 


836,000 
2,093,814 
1,430,150 

367,218 


1,979,100 
2,000,000 


3,027,000 


40 
20 
86 
31 
37 
84 

167 
67 


187 


44 
54 
31 


131 

83 
90 
62 
159 
72 


135 


173,867 
200,000 

'  bOZfm 
040,000 
460,150 
707,958 
120,000 

1,134,698 


500,000 
3.000,000 


418,18 
1,214 
163,000 


160,000 


22,254.338 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,4671 
2,392,215 
3,545,256 
416,532 
2,965,674 


2,033,420!  798,1931  7 
348,6221  2 16,237  j  8 
413,673;  162,636  ... 


CO 
V 

u 
eS 

.a 


•c 


97 


227,6931   72,370 


74,113  none 
113,256  7 


122,861 
254,376 

62,7621 .... 

210,052|  99,077'  10 
109,268;   42,73Gnone 

89,776; 12 

510,038  163,898]  6 


102! 
02 


77 

70 

40 

100 


400,000 


541,000 
850,000 
900,000 


1,142,200 
1,600,000 


408,200 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


1,750,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


600,000 


650,000 


482,000 
1,000,000 
1,767,000 


In  prog. 

7,002,3961,000,717'  609,71117 
In  prog.  I .... 

3,405,879!  986,074  535,608  8 
j  934,424:  456,468  7>^ 

1,277,3341  278,739!  149,9601  9 
In  prog,  j  59,590!   21,731!.. 
743,5251  129,3951   71,636  8 
In  prog. 
In  prog. 
In  prog. 

1,330,960]  173,542 


60 
98 


126 


Ih  prog. 
In  prog. 
In  prog.  I 
584,902; 


(6,079  8 


87,421   44,250 


In  prog.  I I I . . . . 

3,279,908|  432,6821  267,278.  10 
93 


3,655,000  777,793;  483,46412 
2,000,000 ;... 


2,659,653  321,793  200,967 

In  prog,  i 

925,000  Recently 
In  prog,     i 


2,450,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


In  prog.     ] 

3,169,733t  667,559 
1,855,000  . 


opened. 


4,110,148i   540,618 
In  prog.      


352,133 
113,461; 


10 


opened. 


Recently 

In  prog.     ' ] 

"         jRecently  opened. 
1,310,062,    314,434     108,612 
In  prog.        237,606 


10 


IC 

(( 


"         Recently  opened.    I. 
1,869,932  Recently  I  opened.    ; . . . . 

' '  opened.  | . . . . 

2,400,000i  516,414!  268,076  10 
1,363,019  105,944   71,446  4 


4,000,0001  4,600,000 


500,000jln  prog.     ;    473,648]    286,152 


116 

ioi' 


63 
80 


45 

801 
89 


117 
65 


102i 
62 
75 


56 


IIU 


77* 

79 


107 


771 


90 
76 


70 
103 


3,741,564 
8,977,668 
non 


7,276,6161,200,922    586,929' 

8,618,5061,145,698    682,816: 

In  progres,  Recently:  opened,  j , 


17 
8 


130 

116i 

104i 


We  rarely  refer  to  private  or  business  affairs  in 
thecolumns  of  the  Journal,  and  do  so  in  this  in- 
stance only  to  call  attention  to  facts  not  generally 
known  to  our  subscribers.  Any  orders  sent  to  us 
will  be  promptly  and  faithfully  executed  on  the 
usual  terms. 

We  have  also  superior  facilities  for  providing 
companies  with  handsome  lithograph_maps,  with 
lines  colored  on  them  illustrative  of  their  road  and 
its  connections. 


Stock  aud  MoMcjr  Market.' 

There  has  been  little  change  in  the  general 
tone  of  the  Money  Market  since  our  last  issue. 
The  last  steamers  news  was  regarded  as  more  fa- 
vorable, and  has  been  followed  by  a  correspond- 
ing improvement,  though  not  great,  in  the  Share 
Market.  In  bonds,  hardly  anything  is  doing.  The 
foreign  dcm;«Dd  is  only  nominal.  It  is  believed 
that  as  soon  as  the  first  effect  of  the  declaration  of 
war  by  the  European  Powers  shall  pass  away,  or- 
ders from  abroad  for  our  R.  R.  securities  will  be 
renewed.  To  adapt  themselves  to  the  present 
state  of  things,  R.R.  companies  are  reducing  their 
expenditures  as  fast  as  possible  ;  while  many 
that  were  about  to  commence  operations  have 
postponed  them  to  a  more  favorable  season. 

Notwithstanding  the  indifference  which  prevails 
toward  R.  R.  securities,  the  earnings  of  our  roads 
continue  to  be  most  satisfactory.     Returns  from 
19   companies,  all  that  have  been  made  to  date 
show  the  following  result. 

Statement  of  eaniingsof  railroads  for  March  as 
far  as  heard  from  : 

1854. 

New  York  and  Erie 476,316 

Michigan  and  Southern, 149*396 

New  York  and  New  Haven 08,'l30 

Cleveland  and  Toledo 70  J84 

Rock  Island  and  Chicago 74,700 

Pennsylvania  Central 486,184 

New  York  Central -416,'849 

Ohio  and  Pennsylvjiuia 8l|l50 

CleveL^nd  and  Pittsburg 37,790 

Macon  and  WesU-m 34',866 

Milkaukee  and  Mississippi 2o!698 

Hudson  River 174  240 

Louisville  and  Frankfort 22  504 

Muscogee 13i555 

Inslianapolis  and  Cincinnati 26,248 

Baltimore  and  Ohio 389,168 

Miclugan  Central 113^267 

Galena  and  Chicago 75,066 

Madison  and   Indianapolis 25,l3l 


1853. 

371,491 

87,144 

60.555 

44,855 

New. 

310,965 

324,611 

36,743 

31,670 

26,690 

8,143 

119,803 

16,989 

3,061 

New. 

270,420 
69,460 
28,220 
21,267 


Total, , 


$2,755,505  1,821,786 
1,821,786 


Increase  of  51  per  cent.  933,718 

The  cost  of  our  roads  is  steadily  increasing,  so 
that  their  net,  do  not  of  course  keep  pace  with 
their  gross,  earnings.  There  is  no  doubt  however, 
that  the  increase  of  earnings  is  much  greater  than 
the  increase  of  cost.  The  result  is  well  calculated 
to  strengthen  confidence  in  railroad  securities,  and 
is  gratifying  evidence  of  a  very  active  internal 
trade. 

There  have  been  large  shipments  of  specie  by 
two  or  three  of  the  late  steamers,  without  decreas- 
ing materially  the  amount  held  on  depopit  in  this 
city.  The  receipts  of  gold  from  California  from 
Jan.  1,  up  to  the  present  time,  have  been  about 
S1G,000,000.  Received  for  the  same  period  for 
1853,  $18,400,000.  Exported  for  the  same  period 
in  1853,  $3,523,000.     For  1864,  $6,289,000. 

The  following  statement  showing  the  valtution 
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indebtedness  and  valne  of  property  belonging  to 
the  citj  of  Cleveland,  Ohio,  is  copied  from  tbe 
recent  message  of  the  Mayor :          i  • 
Value  of  real  property  in  1846 .S  2,619,933 

"  game  in  1853 13,746,779 

.    "     of  personal  property  in  1851 2,528,075 

"  same  in  1853,...     4,764,000 

Railroad  Stock  on  hand,  and  Us  present  Market 
Value.  ■  r  ' 

C,  C.  &  C.  R.  R.,  1,314  shares  at  S120 

each S157,980 

C,  P.  &,  A.  R.  R.,  2,000  shares  at  $60  per 

share 120,000 

C.  &.  P.  R.  R.,  2,000  shares  at  S42  per 

share 84,000 

Accnmalated  profits   on  C.  &  P.  stoEk 

over  interest  on  bonds 22,000 

Accumulated  profits  on  C.  P.  &  A.  stock 

over  interest  on  bonds 18,600 


$402,180 


Outstanding  bonds  for  C.  C,  &■ 


$  66.000 


100,000 


C.  R.  R 
Outstanding  bonds  for  C.  P.  & 

^L>    Mm*     J\*  ••••    ••••    ••«• 

Oatstanding  bonds  for  C.  &>  P. 
R.R 100,000 

Indebtedness  for  all  other  pur- 
poses      64,000 


$320,000 


Excess  of  asi^ets  over  liabilities $82,1^ 

The   population    of  the   co.isolidated    city   of 

Cleveland  and  Ohio  city  is  estimated  at  46,000. 
The  following  is  a  statement  of  the  comparative 

condition  of  the  Banks  of  this  city,  for  the  weeks 

ending  April  15th  and  22d : — 

April  22 

Loans $90,376,840 

Specie 10,526,976 

Circulation 9,353,854 

Deposits 59,225,902 


April  15 

$91,636,274 

11,044,044 

9,533,998 

60,325,191 


''/'-'     >  .  American    Secnrltiea. 

The  condition  of  this  country  as  compared  with 
that  of  European  nations  in  all  that  relates  to  the 
material  interest  of  each,  certainly  presents  a  con- 
trast most  favorable  to  our  own.  Allowing  similar 
views  to  prevail  in  all,  in  everything  that  concerns 
the  rights  of  the  subject  and  the  state,  and  similar 
ideas  upon  the  matters  of  political  and  domestic 
economy,  there  is  yet  a  wide  difference  in  the 
ability  of  European  countries  and  the  United 
States  to  realize  them  in  practice.  In  Eu- 
rope, the  past  has  imposed  obligations  on  the  pres- 
ent which  can  be  neither  avoided  nor  neglected, 
with  safety  to  the  peace  of  society.  The  present 
is  still  bound  by  the  will  of  an  ancestor,  who 
passed  off  the  stage  a  hundred  years  ago,  and  with 
him  the  motive  and  the  reason  of  his  acts,  which 
now  owe  their  autlority  to  the  force  of  tradi- 
tion, or  prescription,  only.  The  Englishman  as 
keenly  feels,  in  the  vast  burden  which  the  na- 
tional debt  imposes,  the  follies  and  mistakes  of 
previous  generations,  as  of  his  own.  Every  age 
has  left  its  legacy  of  bad,  as  well  as  good,  and  both 
must  be  accepted  together. 

Whatever  may  be  the  future  of  this  country,  its 
present  has  no  burdens  resting  upon  it,  derived  from 
the  past.  But  the  future  of  this  country  can  be 
like  tliat  of  no  other  because  its  antecedents  are 
unlike  all  ethers.  In  all  matters  of  taxatiim,  our 
people  have  no  burdens  which  are  not  annually 
imposed  by  themselves.     As  a  nation  they  have  no 


half  of  this  sum  as  a  surplus  in  its  treasury,  with 
a  domain  in  its  public  lauds,  worth  vastly  more 
than  the  whole  indebtedness.  A  few  years  only 
will  elapse  bclorc  this  debt,  which  is  less  than 
many  European  nations  expend  annually  upon  a 
single  branch  of  a  war  establishment  will  be  paid. 
Most  of  the  States  that  have  contracted  public 
debts  are  rapidly  liquidating  them  ;  so  that  any 
thing  in  the  shape  of  a  national,  or  State  iodebtei- 
ness  will  soon  be  unknown. 

Another  contrast  in  favor  of  this  country,  is  the 
freedom  of  property  of  all  kind,  from  every  bur- 
den but  specific  and  direct  taxation,  annually  im- 
posed for  objects  specified  by  those  who  pay  it. 
The  landed  property  of  the  country  goes  into  the 
bands  of  its  possessors  free  of  all  onerous  condi- 
tions. The  taxes  that  are  imposed  are  light,  be- 
cause the  genius  of  the  country  is  pacific  in  its 
character,  is  devoted  rather  to  the  development  of 
its  internal  resources,  than  to  an  interference  with 
the  affair.?  of  its  neighbors.  We  are  pre-eminently 
a  practical  people.  We  interest  ourselves  but 
slightly  in  the  affairs  of  other  nations,  from  our 
comparatively  isolated,  and  independent  position  ; 
while  at  the  same  time  there  never  was  a  people 
that  had  such  stimulus  to  a  life  of  intense  action, 
and  one  calling  forth  the  highest  qualities  of  our 
nature.  We  have  still  before  us  a  continent  teem- 
ing with  wealth  and  wanting  only  labor  and  capital 
to  make  it  instrumental  to  the  gratification  of  every 
want  known  to  the  race.  In  addition  to  such  mo- 
tives, the  charm  of  novelty ,which  surrounds  labor 
in  this  country,  is  a  great  incentive  to  action.  In 
no  country  does  labor  show  such  a  result  as  in  our 
own.  It  is  not  an  unusual  sight,  to  see,  in  the 
course  of  ten  years,  rich  and  populous  States,  in 
possession  of  all  that  distinguishes  civilization, 
spring  from  a  complete  wilderness.  It  is  natural 
that  our  people  should  feel  some  self  complacency 
and  point  with  pride  to  results  which  are  certainly 
the  highest  achievement  of  human  effort  and  am- 
bition, and  tbat  such  resu'ts  should  further  stimu- 
late the  practical  tendency  of  our  people. 

This  practical  tendency  shows  itself  as  much  in 
the  administration  of /jjiA/ic,  as  of  private  affairs. 
In  Europe  the  possibility  of  the  payment  of  a  na- 
tional debt  has  no  place  in  the  plans  of  her  states- 
men. They  were  not  contracted  as  a  p.-vrt  of  au 
ordinary  business  transaction,and  are  consequently 
subject  to  none  of  tlie  principles  growing  out  of 
such.  On  the  other  hand,  the  debts  contracted  by 
the  several  States  of  this  country  were  all  commer- 
cial obligations,  contracted  in  the  ordinary  course 
of  business.  The  objects  for  which  they  were  con- 
tracted being  accomplished,  the  attention  of  the 
States  are  immediately  turned  toward  the  liquida- 
tion of  their  liabilities.  Such  without  exception 
is  the  policy  of  erenj  State  that  presumes  to  pay 
its  debt  at  all ;  so  that  within  ten  years,  in  the  or- 
dinary course  of  events,  nearly  every  State  will 
be  free  from  pecuniary  obligation.  The  general 
government  in  obedience  to  a  similar  sentiment 
acting  upon  it,  is  rapidly  buying  up  its  indebted- 
ness, and  that  too  at  a  premium  of  21  per  cent,  so 
that  our  people,  as  far  as  they  are  represented  by 
their  government,  will  soon  be  entirely  free  from 
all  pecuniary  burdens. 

We  think  it  can  be  as  easily  shown  that  it  is  not 
in  the  management  of  the  affairs  of  the  govern- 
ment that  our  people  are  distinguished  above  all 


debt  exceeding  the  trifling  sum  of  $50,000,000,  or 

about  £10,000,000,  while  it  holds  more  than  one-' others.     The  policy  which  characterized  us,  has 


rendered  labor  and  capital  more  productive  in  this 
country  than  any  other.  This  fact  is  undeniable. 
It  is  so,  not  more  from  the  superior  resources  of 
the  country,  than  from  the  perfect  freedom  of  ac- 
tion allowed,  which  enables  every  man  to  devote 
himself  to  the  pursuit  in  which  he  can  be  most 
profitably  employed.  Where  such  freedom  is  al- 
lowed, the  more  dense  the  population,  the  more 
valuable  does  labor  become,  from  the  greater 
number  of  wants  to  be  supplied. 

It  is  to  this  entire  freedom  of  action  that  the 
greater  part  of  our  success  is  owing.  In  the  con- 
struction of  our  railroads,  for  instance,  nothing  is 
sacrificed  to  any  object  that  baa  not  reference  to 
the  grand  result,  which  is  projit.  They  are  in- 
tended to  be  constructed  upon  such  routes,  and  in 
such  a  manner,  as  shall  reduce  the  cost  of  trans- 
portation to  the  lowest  limit.  The  convenience  of 
Government,  or  of  any  particular  interest,  is  no 
more  consulted  than  in  the  construction  of  an  or- 
dinary merchant  ship.  A  purchaser  of  their  secu- 
rities, therefore,  been  all  the  guarantees  that  are 
afforded  by  the  action  of  an  unbiassed  judgment, 
intent  only  on  making  a  profitable  investment. 

Where  Government  presumes  to  dictate  in  the 
construction  of  railroads,  if  it  be  only  to  define 
their  routes,  such  interference  necessarily  taint  the 
securities,  as  their  value  may  be  made  to  depend 
upon  a  fictitious  support,  which,  any  day,  may  be 
withdrawn.  Where  the  execution  of  these  works 
are  left  entirely  to  private  enterprise  and  private 
sagacity,  no  consideration  that  does  not  conduce 
to  their  intrinsic  strength,  will  have  any  infiuence. 

The  public  onterprizes  of  this  country,  for  the 
reasons  stated  must  rest  upon  a  better  basis  than 
those  of  other  countries.Theyare  better  conceived, 
and  respect  better  their  legitimate  objects.They  are 
more  intimately  identified  with  the  ordinary  ope- 
rations of  business.  Their  success  must  equal 
that  of  the  ordinary  cnterprize,  in  which  the  com- 
munity in  which  they  are  located  are  enjoyed,  the 
purchaser  of  them  consequently,  becomes  a^jar/- 
ner  in  the  gi  neral  condition  of  the  country.  If 
that  be  prosperous,  he  sliares  in  tliis  prosperity. 
If  the  reverse  be  the  fact,  he  becomes  a  co-su8er- 
er. 

As  far  as  the  matjrial  interests  of  this  coun- 
try is  concerned,  its  history  has  been  one  of  emi- 
nent success,  and  in  no  one  thing  is  this  success 
more  the  market  than  in  that  which  has  attended 
the  Railroad  enterprise. 

Railroad  Couaolldatloit. 

A  meeting  of  the  Stockholders  of  the  Cincin- 
nati, Cambridge  and  Chicago,  and  the  Cincinnati, 
New  Castle  and  Michigan  Railroad  Companies, 
was  held  at  New  Castle,  Indiana,  on  the  12th  inst., 
to  consider  the  propriety  of  consolidating  the 
two  Companies.  A  vote  was  taken  upon  the  ques- 
tion; and  over  fourteen  thousand  votes  were  cast 
in  favor  of  consolidation,  and  none  against  it. — 
The  consolid.-ition  was  accordingly  perfected,  and 
the  consolidated  Company  assumed  the  name  of 
the  "  Cincinnati  and  Chicago  Railroad  Co." 

The  following  Board  of  Directors  was  then 
elected :  Col.  H.  Uanna,  of  Wabash  county,  In- 
diana; James  SwitZL-r,  Grant  county,  Ind.;  Judge 
W.  March  and  T.  J.  Sample,  Delaware  county, 
Ind.;  Judge  M.  L.  Bcurdy,  Henry  county,  Ind.; 
8.  Meredith,  Wm.  Butler,  John  Crnm  and  Jesse 
Hiatt,  Wayne  county,  Ind.;  George  M.  Oualt,  In- 
dianapolis; Robert  M.  Moore,  Richard  M.  Cor- 
winc  and  Caleb  B.  Smith,  Cincinnati. 

The  oflScers  elected  were  as  follow  :  Caleb  B. 
Smith,  President ;  S.  Meredith,  Vice  PresideBt; 
Thomas  Newby,  Secretary. 
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Bale  of  (be    JHaln  liine  of  Public  MTorka  of 
Penmsj^lvanlai 

A  bill  has  passed  the  Legislature  of  Pennsji- 
vania,  authorizing  a  sale  of  that  portioa  of  the 
public  works  belonging  to  the  State,  lying  between 
Philadelphia  and  Pittsburgh.  The  price  named 
is  810,000,000. 

A  great  step  would  undoubtedly  be  gained 
botk  for  Philadelphia  and  for  the  commerce  of 
the  country,  by  having  the  public  works  of  the 
State  go  into  private  hands.  The  difficulty  in  the 
way  of  accomplishing  such  a  result  may  be  to  find 
a  purchaser.  Such  we  apprehend  will  be  the  fact 
in  the  present  case.  >;•;..  j-  -.•.;> 

Inoreaae  of  Population  and  "Wealtb  of  New 
York. 

We  give  in  another  column  certain  statistics 
showing  the  value  of  taxable  property  of  this  city. 

The  increase  of  the  population  of  the  city  un- 
doubtedly keeps  pace  with  the  increase  of  its 
wealth.  In  1840,  the  population  of  New  York, 
Brooklyn  and  Williamsburgh,  was  858,000;  in 
1845,  442,000,  and  in  1850,  642,000.  The  annual 
increase  from  1840  to  1845,  was  17,000;  from  1846 
to  1860,  40,000,  The  same  ratio  could  give  an  in- 
crease of  90,000  annually  from  1850  to  1855.— 
While  the  ratio  of  increase  for  the  past  6  years 
may  b«  maintained,  the  absolute  increase  will  b« 
very  much  greater.  There  is  no  doubt  that  in 
1860,  the  population  of  New  York,  with  its  sub- 
urbs, will  be  more  than  double  what  it  was  in 
1850.  The  causes  that  have  given  it  its  recent 
impulse,  the  Railroads  of  the  country  have  hardly 
began  to  be  felt.  It  is  now  the  great  point  for 
the  business  of  17,000  miles  of  Railroad  in  opera- 
tion, which  number  will  be  more  than  doubled 
during  the  present  decade. 


posed  it  will  soon  become  a  source  of  handsome  |  ed  at  nearly  ten  millions.  The  Assii  taut  Treasurer 
profit  to  the  New  York  road,  as  it  is  already  to  its  [of  the  United  States  has  a  dcpos  t  of  over  two 


stockholder}, 

"  The  Boston  connection  with  the  New  London 
road  will  be  perfected  in  May,  when  the  company 
will  have  a  right  to  expect  a  large  through  travel 
The  Canal  road  extension  to  Noilhamptun  is  ex- 
pected to  be  completed  about  the  same  time." 


Boston  and  Providence  Railroad. 

The  stockholders  of  the  Boston  and  Providence 
Railroad  held  their  annual  meeting  in  Boston  on 
the  24th  inst.  The  report  of  the  Directors  was 
read  by  the  President : 

The  receipts  for  the  year  ending  Nov. 

80,  1863,  were $508,326  59 

Expenses 281,687  12 


Railroad  Affairs  in  Connecticut. 

The  New  Haven  Journal  gives  the  following  in- 
telligence in  reference  to  Railroad  affairs  in  that 
quarter;  v 

"  The  Air  Line  Road  will  petition  the  next 
Legislature  for  power  to  issue  bonds.  Similar 
power  has  been  granted  to  most  of  our  railroads, 
and  was  to  this  by  the  last  Legislature,  but  Qover- 
nor  Seymour  vetoed  the  resolution,  and  it  was  de- 
feated. We  understand  that  the  Governor  after- 
wards expressed  his  regret  at  the  veto,  not  under- 
standing at  the  time  the  true  state  of  the  ease. 

"  The  Middletown  and  Hartford  Railroad  will 
also  petition  for  an  extension  of  powers,  and  the 
New  Haven  and  Hartford  road  will  probably  try 
to  get  permission  to  amalgamate  with  the  New 
York  and  New  Haven — a  permission  which  two 
Legislatures  have  successively  refused  to  grant, 
for  fear  it  would  create  a  powerftil  corporation 
with  a  close  charter,  which  might  over-ride  all  the 
other  roads  in  the  State. 

"  Persons  interested  in  the  Norfolk  County  road 
will  petition  for  three  charters  of  roads,  starting 
from  Willimantic  and  connecting  with  the  Norfolk 
road  at  some  ix)int  in  Massachusetts  or  Rhode 
Island.  .  ', 

"  From  Norwich  there  will  be  a  petition  for  a 
road  from  Norwich  to  Lisbon,  connecting  with  the 
New  London  and  Willimantic,  or  Fishkill  and 
Providence  roads. 

"  The  Norfolk  Connty  road  is  trying  to  obtain  a 
connection  with  the  Air  Line,  near  Woonsocket, 
R.  I.,  and  on  the  other  hand,  the  Air  Line  is  try- 
ing to  connect  with  the  Charles  River  road  near 
the  same  point.  Each  opposes  the  other,  and  be- 
tween the  two  the  Massachusetts  Legislature  will 
probably  grant  neither. 

"  The  Springfield  branch  to  the  Canal  road  is 
considered  dead,  for  at  least  one  year. 

"The  Canal  road  is  doing  a  steadily  increasing 
business.  The  plank  road  connection  secures  it  a 
considerable  travel  from  Waterbnry,  and  it  is  sup- 


■       Net  receipts.. $226,639  47 

One  dividend  of  3  per  cent,  and  one  of 
3t  per  cent,   have  been  declared, 

amounting  to $205,400  00 

Carried  to  credit  of  income  account. .      31,239  47 
This  exhibits  an  increase  of  receipts 

from  1852  of 78,841  13 

And  of  expenses,  including  interest  on 

bonds  each  year,  of 44,828  20 

New  iron  has  been  laid  down  during  the  year 
for  four  or  five  miles,  and  within  the  last  three 
years  ten  or  twelve  miles  of  the  road  have  been 
renewed,  the  cost  of  which  has  been  carried  in  all 
cases  to  the  ordinary  expense  account.  The  fol- 
lowing Board  of  Directors  were  elected :  C.  U. 
Warren,  John  Barstow,  Joseph  Qrinnell,  George 
B.  Russell,  William  Amory,  Samuel  T.  Dana  and 
George  W.  HaUett. 


■t.  Lionis»Its  Orowtb  and  Resources, 

From  the  Annual  Review,  a  pamphlet  recently 
published  by  the  Missouri  Republican,  the  follow- 
ing statistical  information  is  gathered : 

The  population  of  St.  Louis  in  1830  was  G,G94, 
in  1840, 16,649,  in  1860,  74,439,  in  1852,  94,090, 
and  is  now  estimated  to  be  considerably  over  100,- 
000.  In  1833  the  taxable  property  was  only  two 
million  dollars,  and  the  whole  tax  S°2,745  84.  It 
has  now  taxable  property,  at  a  very  low.«stimate, 
of  over  thirty-niue  millions,  and  its  levenue  for 
the  year,  ending  in  August  last,  from  real  and  per- 
sonal property,  merchants'  and  water  licenses,  and 
other  sources,  over  one  million  dollars.  In  1833 
the  tonnage  owned  there  was  not  2,000  tons.  It 
is  now  37,000 ;  and  the  total  number  of  steamboat 
arrivals  there  the  past  year,  was  3,307,  or  835,- 
397  tons,  the  wharfage  fees  on  which  were  over 
SOO.OOO.  ( 

The  direct  foreign  importations,  which  were 
nothing  a  few  years  since,  were  8917,000  the  past 
year — and  the  course  of  trade,  which  in  1833 
showed  a  movement  of  produce  and  goods  valued 
at  five  millions,  now  brings  the  materials  of  a 
commerce  estimated  at  one  hundred  millions ;  the 
value  of  the  flour,  tobacco,  lead,  hemp  and  pro- 
visions aloDu,  bring  near  twelve  and  a  half  mil- 
lions, and  of  the  sugar,  cofiee  and  molasses,  re- 
ceived there  for  the  consumption  of  the  country, 
over  six  million  doUai-s.  The  exchange  furnished 
by  the  banks  and  bankers  to  merchants  and  oih- 
en  as  remittances  the  past  year,  amounted  to  over 
thirty-eight  millions.  The  city  debt  is  near  three 
millions,  issued  mostly  for  public  improvements, 
water  works,  sewers,  &c  ,  wnich  are  mostly  charg- 
ed, in  some  shape,  with  its  liquidation.  The  pro- 
perty owned  by  the  city  is  estimated  at  two  and 
a  half  millions,  and  the  school  lands  within  the 
city  limits,  at  half  a  million.  In  the  public 
schools  are  4,000  children,  at  an  expense  of  S42  - 
000. 

The  city  has  53  miles  of  paved  streets;  35  miles 
water  pipes ;  14  miles  large  public  sewers ;  34>4 
miles  of  gas  pipes.  Duiing  the  past  year  the  mer- 
chants have  erected  a  spacious  edifice  for  the  use 
of  the  Mercantile  Library  Association,  at  a  cost 
of  8120,000.  But  a  few  years  since,  there  were 
no  manufactures  of  account  in  Sft  Louis — now 
the  value  of  our  manufactured  articles  is  eskimat- 


millions  in  specie. 

The  county  of  St.  Louis,  whicl  includes  the 
city  of  St.  Louis,  has  a  population  now  estimated 
at  135,000.  Assessed  value  of  reil  estate,  over 
54  millions;  revenue,  $239,000 ;  dibt,  little  over 
one  million,  issued  mostly  for  macadamized  roads, 
the  income  from  which,  it  is  expe<  ted,  will  pro- 
vide the  interest,  independent  of  wh  ich  the  county 
revenue  is  mon;  than  sufficient  for  all  expens«'s, 
and  interest  on  its  bonds,  and  leave  i  a  large  sura 
to  devote  to  conntry  improvements. 

j  Fltcbburglk  Kailroai  U    -  • 

The  followiog  statement  shows  th  e  operations  of 
this  road  for  a  series  of  years  : — 

The  cost  of  the  road  January  1,  !  846,  was  $1,- 
416,861.  January  1,  1854,83,710,870.  Increase, 
82,300,009. 

The  gross  earnings  in  1815,  were  S203,996.  In 
1846,  8286,616.  In  1847,  8390,736.  In  1848, 
8486,265.  In  1849, 8493,060.  In  1 J50,  $551 ,607. 
In  1851,  (eleven  months,)  $516,012.  In  1852, 
8574,574.     In  1854,  8656,059.  | 

The  running  expenses  in  1845  word  $78,333.  In 
1846,  $117,447.  In  1847,  $161,45  3.  In  1848, 
8286,046.  In  1819,  $265,160.  In  11(50,  $257,083, 
(including  $6109  paid  fgr  interest 
S310,376,. (interest,  85268.) 
(interest,  6199.)  In  1853, 
$9911.) 

It  will  be  seen  that  while  the  expanses  in  1845 
were  only  about  38  per  cent,  of  the  ^  ross  receipts, 
in  1853,  they  were  nearly  66  per  cec  t. 

The  price  of  the  Company's  shares  I 
period  have  ranged  as  follows  • 


)      In   1851, 
In   1*2,  8341,787, 
$411,C26.  (interest, 


Years 

1845 

1846 

1847 

1848 

1849 


Paid 
131 
123 
117 

109 
106 


Yeant 

1860 

1861 

1852 

1863 

1854 


for  the  above 


The  Fitchburgli  Railroad  was 


for 


Paid 

1P9 

111 

108 

94 

87 

many  years, 


regarded  as  the  most  successful  expej-iment  of  the 
kind  ever  attempted  in  New  Englandj.  The  route 
of  the  road  is  favorable  to  cheap  Construction. 
The  business  appears  to  be  ample  for;  the  sup{)ort 
of  a  first  class  road.  An  analysis  of  the  causes 
that  have  reduced  the  pr6fits  bf  the  Company, 
and  the  price  of  the  stocks,  some  30  per  cent., 
would  be  very  interesting  and  very  instructive. 
Has  the  steady  depreciation  in  the  net  tarnings  and 
market  value  of  the  Massachusetts  foad,  which 
have  been  going  on  for  several  yearaj  past,  been 
the  result  of  an  inherent  weakness,  or  kad  manage- 
ment 1  Will  not  some  jMjrson  familiar  with  their 
history  attempt  to  answer  this  questioi'? 


l<yuus(lo\va)  Ccntritl  Railr  iMtii. 

An  election  of  Directors  for  the  Lyons  (luwa) 
Central  Uailruad  wa.s  held  at  Lyon^  <h  the  14th 
February,  aud  resulcd  as  follows  : 

Thomas  T.  Davis,  Syracuse,  N.Y.,  Ptcsident. 

Thomas  A.  Walker,  For  Des  Mouttes ,  Iowa. 

Jaiues  H.  Gower,  Iowa  City/ 

John  Gulberston,  Tipton,  '    [ 

Wm.  G.  Haun,  Lyons, 

Derrick  Adams,     " 

li.  P.  Adams,  New  York, 

David  McCartney,  "  j 

S.  M.  Allen,  Boston. 

Abel  Chandler,  New  York. 

Hiram  A.  Tucker,  Chicago.   . 

Thomas  Dyer, 

Paul  B.  Ring, 

Sam'l  McCoy,  Secretary. 

We  learn  from  those  in  Chicago  who  are  inter- 
ested iu  this  road,  that  it  is  making  go<kl  progress 
towards  completion.  By  the  liisl  of  OOtober  next 
it  is  to  be  completed  filiy  miles  west  o^  the  Misis- 
sippi  river.  TUe  Galena  Air-Liue  is  to  ]>e  fiuisned 
to  Fulton  City  tiie  first  of  August  ne^t,  making 
the  secoud  point  at  wlu(:li  Chicago  railroads  wiii 
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tap  tue  Mississippi.  Our  readers  already  kuow 
that  tha  Lyons  Iowa  Central  is  an  extension  of  the 
Galena  Air-Line,  so  that  by  the  first  of  October 
we  shall  be  in  direct  railroad  communication  with 
Tipton  fifty  miles  towards  thfe  centre  of  the  mag- 
nificent State  of  Iowa.  .    .-  .  , 


BliaaUtippl  and  Atlantic  Railroad. 

The  following  is  the  opinion  of  the  Sapreme 
Court  of  Illinois,  in  reference  to  the  validity  of  the 
Charter  of  the  above  company. 

The  people,  ^-c,  ex.  rcl.  Eldridge  S.  Janney  vs. 
tin  Mississippi  and  AUanl.ic  Railroad  Company; 
appeal  from  Clark.  Opinion  of  ike  Court,  by  Treat, 
Ckiff  Justice. 

It  becomes  necessary  to  determine  whether  the 
defendant  had  authority  to  cun^truct  the  road  in 
question,  by  virtuo  of  th«  provisions  of  the  "  act 
to  provide  for  a  general  system  of  Railroad  incor- 
porations." Even  if  it  possessed  no  siich  authori- 
ty under  that  law,  amplo  power  has  been  given  it 
by  the  legislation.  The  "  act  recognizing  and  au 
thorizing  the  construction  of  the  Missjssippi  and 
Atlantic  Railroad,"  approved  the  23d  of  February, 
1854,  not  only  declares  tlmt  the  defendaiit  "  to  be 
a  valid  and  .subsisting  corporation,"  but  expressly 
invests  it  with  power  to  construct  the  road.  This 
act  removes  all  difficulty  in  the  case. 

The  right  of  the  above  Company  to  build  its 
road  is  at  length  established  beyond  cavil. 

We  learn  thJit  the  work  of  construction  will  be 
commenced  about  the  1st  of  May,  and  prosecuted 
with  an  energy  that  will  secure  its  early  com- 
pletion. 

If  the  Company  Lad  not  the  right  originally  to 
construct  the  road,  the  Lcgislatuie  has  expressly 
conferred  it.  If  there  were  defects  in  its  organiza- 
tion, they  are  clearly  cured  by  this  act.  If  this 
Con^any  had  forfeited  iti  franchises,  tlie  State 
has  waived  the  forfeiture.  This  Court  has  now 
no  power  to  declare  a  forfeiture  for  any  cause  ex- 
isting prior  to  the  passage  of  this  act,  as  the  State 
alone  may  insist  upon  or  waive  a  forfeiture.  It  is 
manifestly  the  duty  of  the  Court  to  affirm  the 
judgment  entered  below,  and  thus  leave  the  Com- 
pany  to  prosecute  the  enterprise  to  completion.  The 
judgment  must  bo  affirmed. 

CUicago  and  Mtlwraukee  Railway. 

The  Chicago  Free  Press  states  that  the  contrac- 
tors have  broken  ground  on  this  road  north  of  that 
citv  and  were  preparing  to  commence  eflicient 
operations  along  the  whole  line  as  fast  jis  possi- 
ble. The  ties  and  timber  for  (he  whole  road  have 
been  contracted  for  and  are  now  being  delivered. 
All  the  arrangements  of  the  company  are  made 
with  reference  to  completing  the  road  before  the 
close  of  navigation,  and  they  have  the  means  and 
the  energy  to  accomplish  all  they  have  undertaken. 
The  same  paper  states  that  an  etticient  force  has 
been  put  upon  the  whole  line  and  that  it  will  be 
pushed  forward  as  fast  as  men  and  money  can 
build  it.  The  original  contractors  for  the  whole 
line  Messrs.  Stone  &  Witt,  have  sub-let  the  first 
twenty-two  miles  north  of  the  city  to  Messrs. 
Kearney,  Hircsh  and  Lynch,  and  the  balance  of 
the  road  to  the  State  line,  twenty  three  miles,  to 
Messrs.  Camp  &  Gibbon?,  who  are  to  take  hold  of 
the  work  immediately, 

Edgefield  and  Kentucky  Railroad. — The  fol- 
lowing gentlemen  were,  on  Friday  last,  elected 
Directors  of  the  Edgefield  and  Kentucky  Railroad 
Company  for  the  ensuing  year,  viz :  Sam'l  Watson, 
W.  B.  A.  Ramsey,  S.  R.  Anderson,  John  Shelby, 
A.  W.  Joh«son,  Washington  Barrow  and   P.  W. 

Maxey. 

At  a  meeting  of  the  Directors,  Col.  Ramsey  hav- 
ing declined  a  re-election,  Sam'l  Watson,  Esq., 
was  elected  President  of  the  Board,  nnd  General 
Washington  Barrow  Secretary  and  Treasurer. 

Mr.  Watson,  (now  and  for  many  years  past  a 
citizen  of  Robertson  county,)  formerly  resided  in 
this  city,  where  he  has  ever  maintained  a  very 
high  position  as  a  gentleman  of  character  and 
business  capacity  ;  and  is  exceedingly  well  qualifi- 
ed, \>j  bis  general  intelligence  and  practical  buai- 


ness  tact  and  energy,  for  the  important  and  res- 
ponsible duties  of  President. 

The  prospects  of  the  road,  we  understand,  are 
regarded  as  flattering  by  its  friends. — NashviUe 
Evening  Whig. 

Illlnola  Central  Railiway. 

At  the  annual  meeting  of  the  shareholders  of 
this  company,  held  on  the  3d  Wednesday  of 
March,  1864,  the  following  gentlemen  were  elec- 
ted to  serve  as  oflScers  : 

William  P.  Burrall,  President 

David  A.  Neal,  Vice  President;  Mathias  B.  Ed 
gar.  Treasurer;  John  F.  Bunce,  Secretary. 

Solicitors— y/ .  H.  Bissell,  of  Belleville,  Illinois: 
Mason  lirayman,  of  Springfield,  lllmois. 

Enstneer  in  ChicJ — Hoswell  B.  Mason,  of  Chic- 
ago, Illinois. 

I'ircclors — His  Excellency  Joel  A.  Mattcson,  Gov- 
ernor ol  the  Statu  of  Illinois,  ex  officio.  Joseph  W. 
Alsop,  New  York  ;  Jonathan  Sturges,  New  York ; 
Thomas  W.  Ludlow,  New  York,  until  March,  1855; 
George  Griswold,  New  York ;  Gouverneur  Morris, 
of  Morrisania,  N.  Y. ;  David  A.  Neal,  Boston,  un- 
til March,  18o(>;  John  F.  A.  Sauford,  New  York ; 
Leroy  M.  Wiley,  New  York;  Franklin  Haven, Bos- 
ton, until  March,  185?  ;  Robert  Schuyler,  New 
York;  Morris  Ketchum.New  York;  W.  P.  Burrall, 
New  Y'ork,  until  March,  1858. 


Spt'lngfleld,    Bit.     Vernon    and     Pittsburgh 
Railroad. 

The  late  report  of  this  Company  furnishes  the 
following  statement  in  reference  to  this  road ; 

Length ; 112  miles. 

Completed ^ . .   60  miles. 

Capital  Stock  of  the  Company S2,0OU,0OO 

Subscriptions 1,604,450 

Convertible  Bonds  issued 500,000 

Convertible  Bonds  authorized,  but  not 

yet  issued 700,000 

The  Eastern  terminus  is  Lakeville,  on  the  Ohio 
and  Pennsylvania  road,  six  miles  east  of  Loudou- 
ville ;  western  terminus  at  Springfield  ;  completed 
from  Springfield  to  Delaware  on  the  2Uth  ult-,and 
laid  with  heavy  T  rail.  Between  Delaware  and 
Lakeville,  the  line  is  under  contract.  Contracts 
have  been  made  with  the  Little  Miami  and  the 
Ohio  and  Pennsylvania  roads,  by  which  the  former 
subscribes  $200,000,  and  the  latter  $100,000,  to 
the  stock  of  this  company.  The  latter  subscrip- 
tion will  probable  be  doubled.  By  agreement  this 
road  is  run  by  the  Little  Miami  Railroad  Com- 
pany,      r. 

Peoria  and   Hannibal  Railroad. 

This  road  has  been  organized  by  the  choice 
the  following  persons  as  directors,  viz  : 

Myron  Phelps,  of  Lewiston  ;  W.  K.  Johnston,  of 
Vermont;  L.  D.  Erwin,  ofRushville;  J.  F.  Haw- 
kins, of  Hannibal,  and  A.  D.  Reed,  of  Farmington. 

The  board  subsequently  elected  Myron  Phelps, 
President ;  L.  D.  Erwin,  Vice  President ;  George 
Phelps,  of  Lewiston,  Treasurer;  Thomas  Hanna, 
of  Vermont,  Secretary ;  and  Lewis  W.  Ross,  of 
Lewiston,  Attorney  for  the  Company. 

Subscriptions  to  the  stock  of  the  Company,  to 
amount  of  $142,600  have  been  obtained  in  the 
following  places,  viz:    .     i   .  -;Ji.ii  ,.  / 

Lewistown 43,300 

Peoria 25,000 

Ru.shville 21.700 

Vermont 22,300 

Hannibal 28,300 

Farmington 2,000 


of 


$142,600 


Jos.  A.  Wright,  Indianapolis;  W.  H.  Harding,  W. 
G.  Coffin,  Park  county ;  Jesse  Fordice,  Putnam 
county;  John  Millig.in,  Montgomery  county; 
Geo.  W.  Bateham,  Jay  county  ;  J.  W.  Dodd,  Grant 
county. 

Officers — Erastus  Hopkins,  President;  W.  H. 
Harding,  Vice  President  and  Secretary;  0.  Bowen, 
Treasurer. 


Cleveland  and  St.  LouU  Straight  Line    Ral 
Road. 

At  the  annual  'election  of  the  stockholders  of 
this  Company,  held  at  Lebanon,  Indiana,  on  the 
12th  inst.,  the  following  Board  was  elected  for  the 
ensning  year,  viz : 

Directors. — Erastus    Hopkins,    Massachusetts ; 


Rew  York  Locomotive  Worka. 

These  Works  bid  fair  to  start  with  a  reputation 
second  to  no  other,  for  the  character  and  efficien- 
cy of  their  locomotive  engines.  The  first  and  on- 
ly order  which  this  new  concern  has  yet  filled, 
was  the  "  Superior,"  of  which  we  gave  the  readers  of 
the  Journal  a  beautiful  lithograph  io  the  number 
of  March  4tb.  As  staled  at  that  time,  the  "  Su- 
perior" was  constructed  for  the  Hudson  River 
Railroad  Company,  and  it  must  be  gratifying  to 
Messrs.  Breesk  &  Kneeland,  her  builders,  to 
know  that  so  far,  she  has  proved  herself"  superi- 
or," to  all  the  rest  of  the  stock  upon  the  toad  in 
speed  and  efficient  working. 

famous  as  New  Y'ork  has  long  been  for  her 
manufacture  of  superior  marine  engines,  we  be- 
lieve she  has  never  before  had  the  honor  of  con- 
structing locomotive  engines,  as  a  saperate  and 
distinct  branch  the  'business.  Messrs.  Breese 
&  Kneeland,  however,  intend  to  confine  the 
"  New  York  Locomotive  Works"  exclusively  to 
this  species  of  machinery,  and  we  know  of  no 
good  reason  why  they  should  not  be  as  successful 
in  this  field,  as  other  numerous  machine  works  in 
the  City  have  hitherto  been  in  the  manufacture  of 
engines  and  machinery  for  Steamers,  In  this  lat- 
ter branch  the  New  Y'^ork  Works  are  now  here  sur- 
passed, either  in  capacity,  efficiency  or  style  and 
beauty  of  finish ;  so  it  is  with  the  locomotive  "  Su- 
perior.'" Her  style  of  finish  is  rarely  excelled  in 
beauty  ;  while,  we  learn  from  engine  men  of  large 
experience  and  acute  observation,  who  have  wit- 
nessed her  operations  on  the  Hudson  River  road, 
that  her  perftrmances  are  greatly  in  advance  of  what 
wasp  exected  upon  the  first  trials  of  a  new  engine,  and 
considerable  improvement  may  yet  be  looked  for 
in  her  speed  and  efficiency  when  she  becomes  per- 
fectly imooth. 


North  BXIasonrl 


and   lo'vra 
road. 


Bxtenalon  Rall> 


This  company  was  organized  on  the  15th  ult., 
at  Ottumwa,  Iowa,  by  the  election  of  the  follow- 
ing gentlemen  as  a  Board  of  Directors,  viz  ;  George 
Qillaspy,  C.  C.  Warden,  Joseph  Hayne,  J.  W. 
Heydrick,  E.  Washburn,  J.  W.  Ellis,  H.  W,  Briggs, 
H.  H.  Trimble,  and  Joseph  J.  Earheart. 

The  object  of  the  company  is  to  construct  a 
road  from  the  termination  of  the  North  Missouri 
road,  at  the  north  line  of  Schuyler  county  in  Mis- 
souri, to  Ottumwa,  Wapello  county,  Iowa,  via 
Bloomfield,  in  Davis  county.  The  office  of  the 
company  will  be  located  at  Bloomington. 

Belleville  and  Blurphyaboro'  Railroad. 

This  road  is  to  run  from  the  city  of  Belleville, 
through  Sparta,  in  Randolph  county,  and  Murphys- 
boro',  in  Jackson  county,  to  a  point  on  the  Illinois 
Central  Railroad,  about  40  miles  above  Cairo. — 
The  enliro  length  of  the  road  is  about  sevetty- 
four  miles.  A  preliminary  survey  of  the  route 
has  been  made,  wliiclj  ^iroves  that  the  line  is  of 
an  easy  grade. 

The  following  are  the  names  of  the  present  of- 
ficers of  the  road :  L.  P.  Sanger,  President ;  H. 
L.  Stewart,  W.  Trucsdale,  John  A.  Logan,  John 
A.  Wilson,  Wm.  Roseborough,  A.  J.  Kuykendall, 
S.  B.  Chandler,  W.  C.  Kinney.  W.  W.  Roman,  J. 
W.  Hughes.  H.  D.  Bacon,  John  Cavender  and 
Alexander  Kaiser,  Directors, 
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OB\Tcgo  and  Syracuse  Railroad. 

The  total   cost  of  this  road  on  the  Ist  of  Oct. 

last  was  S633,5d2  87,  as  follows : 

Stock 8350,000  00 

Bonds 206,000  00 

Earnings  paid  to  contractors 77*597  82 


S633,597  82 
The  passenger  receipts  ■    . 

For  March  1854  were $4,759  78 

"     1853    "     8,544  76 


Increase....  ..:.....  .... $1,21502 

For  the  three  months  of  the  present  year 

the  passenger  receipts  have  been ....  $12,305  00 
Same  time  in  1853 9,617  00 


Increase  in  1854i;.l  ........  ....  .$2,788  00 

This  road  has  been  in  operation  fl  re  years,  and 
there  has  been  paid  to  the  stockholders  three  divi- 
dends, amounting,  in  tlie  aggregate  to  11  per  cent 
which,  with  the  22  per  cent,  as  above  stated,  is  33 
per  cent.,  or  a  little  over  Q}-^  per  cent,  net  earn- 
ings per  annum.  And  the  cost  of  the  35  miles  of 
road  is  a  trifle  less  than  $18,000  ix;r  mile.  The 
Directors  have  resolved  to  extend  a  branch  track 
to  the  harbor  in  the  City  of  Oswego ;  and  there 
has  been  expended,  previous  to  the  present  date, 
for  the  right  of  way,  grading,  iron  and  materials 
for  the  suiierstructure,  $25,000;  and  a  like  sum 
will  be  required  to  compk-te  the  branch  track  and 
purchase  cround  for  the  depot  building,  and 
should  there  be  no  unforseen  difficulty,  this  track 
may  be  completed  by  the  1st  day  of  August  next. 

Sunbury  and  Erie  and  Lake  Railroad. 

The  President  of  the  Sunbury  and  Erie  Rail- 
road, the  Hon.  James  Cooper,  has  addressed  a 
memorial  to  the  Legislature  of  Pennsylvania,  pray- 
ing that  the  company  of  which  be  is  President 
may  be  vested  with  the  Franklin  Can.il  Company's 
road,  the  charter  of  which  has  recently  been  de- 
clared perpetual.  The  reasons  urged  in  favor  of 
the  petition  are  as  follows :  > 

The  ownership  of  the  line  of  ro!»i  leading  from 
Erie  to  the  Ohio  State  line,  will  in  a  great  vicasure 
control  the  desiinaliun  of  the  trade  and  travel  pass- 
.  ing  over  it  by  means  that  are  perfectly  familiar  16 
every  jone  acquainted  with  the  practical  operations 
of  railroading.  If  the  same  therefore  is  owned  by 
parties  foreign  or  hostile  to  the  interests  of  our 
State,  almost  the  whole  of  the  trade  and  travel 
coming  from  the  West,  may  receive  a  direction  to- 
wards the  New  York  roads,  and  thus  deprive  the 
Sunbury  and  Erie  railroad,  and  the  city  of  Phila- 
delphia, of  a  large  ])ortion  of  the  advantages  ex- 
pected from  the  construction  of  this  long  and  ex- 
pensive line  of  road. 

It  is  therefore  deemed  of  the  utmost  importance 
that  this  link  in  the  line  of  travel  between  the 
east  and  west,  being  wholly  within  the  State, 
should  be  under  the  ivjluence  and  control  of  Penn 
sylvania  interests  and  Pennsylvania  capital,  and 
thus  be  prevented  from  ever  becoming  iiyurious  to 
the  Commonwealth  under  the  protection  of  whose 
laws  it  must  exist. 

The  undersigned  therefore,  in  behalf  of  the  Sun- 
bury and  Erie  railroad  company,  respectfully  pray 
your  honorable  bodiss  to  pass  an  act  authorizing 
the  said  company  to  extend  their  road  from  the 
western  terminus  of  the  same,  at  the  harbor  of 
Erie,  to  the  line  of  the  Stiile  of  Ohio,  with  power 
to  take  possession  of,  hold,  use  and  enjoy,  the  road 
now  in  operation  between  the  said  points,  lately 
declared  forfeited  to  the  Commonwealth. 

For  these  privileges  they  propose  to  pay  Common- 
wealth such  bonus  as  may  be  deemed  just  and  equita- 
ble, no  less  than  any  sum  now  oftered  in  any  of  the 
bills  pending  before  the  Legislature  by  foreign 
companies,  or  others,  for  this  right  of  way,  and  to 
make  such  compensation  to  the  parties  interested 
in  the  late  Franklin  Canal  Company,  as  the  Legis- 
lature, in  its  wisdom,  may  deem  right  and  proper. 


Operation*  of  the    Poat  Oflice    Department. 

Among  the  remarkable  changes  in  the  Post  Of- 
fice system  of  the  country  is  the  largely  increased 
transportation  of  the  mails  by  railroads.  Instead 
of  4,327,400  miles  as  in  the  fiscal  year  1847-8,  the 
transportation  of  mails  by  railroad  last  year  was 
no  less  than  12,986,705  miles.  The  changes  are 
observable  mostly  in  New  York,  Ohio  and  Michi- 
gan. The  former  having  increased  from  735,076 
miles  in  1847-8  to  3,009,958  miles  in  the  year 
1852-3,  and  in  Michigan  from  149,760  miles  to  602,- 
368  iifthe  same  period;  and  in  Ohio  from  69,928 
miles  to  1,225,992  miles.  In  order  to  show  the 
changes  within  the  short  jjeriod,  1848-1854,  (five 
years,  we  furnish  a  recapitulation  of  the  railroad 
service  in  each  State  in  both  years,  and  cost  in 
1853  ,  also  the  mail  routes  by  steamboat  in  1852-3 : 


STATES. 


02 


^  00 


Maine 

N;  Hampshire      60 

V^eriBont 

Massachusetts      65 
Rhode  Island 
Connecticut. . 
New  York ...     268 
New  Jersey . . 
Pennsylvania. 

Maryland 

Ohio 247 

Virginia 1,268 

N.  Carolina..  '311 
S.  Carolina. . .     990 

Georgia 1,958 

Florida 1,630 

Michigan 1,219 

Indiana 91 

Illinois 100 

Kentucky ....  2,210 
Tennessee ....    489 

Alabama 229 

Mississippi.  ..  484 
Louisiana.. ..  768 
Wisconsin ....       50 

Missouri 1,456 

Arkansas 741 

Texas 1,170 

California 219 

Oregon 276 


<00 

o 
H 

70,624 

44,768 

906,284 
30,264 
230,444 
735,076 
208,728 
356,720 
391,768 
96.928 
118,248 
179,816 
150,696 
404,196 


t^   CO 

—  c? 

«e  00 

H 
223,704 
280,176 
393,588 

1,289,808 

86,112 

580,029 

3,009,958 
361,6U8 
907,946 
725,504 

1,225,992 
612,490 
299,208 
510,328 
923,634 


K  lO 

rt  00 
o 
H 

$18,357 
18,418 
42,884 

102,205 

8,612 

48,586 

303,209 
55,.367 

108,196 

156,495 

213,203 
85,007 
59,475 
61,812 

134,076 


149,760 

602,368 

76,341 

53,664 

22,768 

23,211 

,  . 

210,552 

31,349 

'"  '*.•  ■ 

136,864 

8,840 

,  , 

139,360 

12,800 

70,512 

160,160 

26,487 

28,704 

43,316 

5,950 

•  • 

11,232 

450 

Chllson,  Richardson  &  iCo., 

Air  Warming  ai^  Ventilating  Warehouses, 

NO.  374  BROADWAY,  NEW  YORK,  AND  NOS. 
101  AND  103  BLACKSTONE-ST.,  BOSTON. 

MANUFACTURERS  and  dealers,  wLojesale  and 
retail,  of  CHILSON'S  World's  FJur  Prize 
Medal  FURNACES,  which-,  after  having  been  sub- 
jected for  the  past  five  years  to  the  m<fst  severe 
practical  tests,  are  now  most  favorably  khown  and 
extensively  used  throughout  the  United  Stales  and 
Canada;  particularly  approved  for  the  quality  of 
the  air  obtained,  special  provision  beinglmade  for 
the  supply  of  a  large  amount  of  pure  warm  air,  en- 
tirely free  from  the  effect  of  contact  witn  red  hot 
iron.  N.  A.  BOYNTON  S  VEXTILATlXp  HEAT- 
ER :  an  entirely  new  article,  combining,  strength 
ind  durability,  simplicity  of  construcjticn,  and 
economy  in  the  use  of  fuel,  with  perfectjefliciency 
in  oijeration.  Is  entirely  of  cast  iron.  a|id  so  con- 
structed as  to  prevent  the  escape  of  gisscs  and 
smoke.  Four  sizes  adapted  for  brick  work  ;  five 
sizes  of  portabl.'.  BOYNTON'S  VENTILATING 
WOOD  FURNACE;  a  new  and  com  pie  t;  ventila- 
ting furnace,  expressly  designed  for  burring  wood, 
adapted  to  all  chisses  of  public  and  privite  build- 
ings, possessing  peculiarities  worthy  the  examina- 
tion of  those  who  require  a  first  class  wood  fur- 
nace. EMERSON'S  PATENT  VENTILATORS 
of  ail  sizes,  and  ventilating  ai)p.iratU8  in  every 
variety. 

A  complete  assortment  of  Iron.  Bronz  ;d,  Plated 
and  Enamnbled  Registers,  including  T  tree  Sizes 
of  a  New  and  Improved  Pedestal  RegisU  r  ;  togeth- 
er with  allfiizes  of  the  Metropolitan  Cooking 
Range,  A  New  and  Supi  rior  Range,  embracing 
all  the  modern  improvements,  c<iually  fitted  for 
the  use  of  Anthracite.  Bitumenous  Coal,  Coke  or 
Wood.  Agents  in  New  York  for  the  sale  of  the 
Pcurbyn  and  Mirror  Marble  Mantels. 

Reference  to  parties  having  our  apjaratus  in 
use  in  all  parts  of  the  country,  with  exp  icit  direc- 
tions for  seTODg  the  furnaces,  and  all  information 
necess'ary  for  i)roperly  warming  and  rentilating 
public  and  private  buildings,  may  be  giatuitously 


obtained 
houses. 


by  application  at  either  of 


>ur  Ware- 
17.lt 


ToUl.  .16,329  4,327,400  12,986,705  J. 601,-329 

The  Mississippi  aud  Atlantic   Railroad. 

At  a  meeting  of  the  stockholders  of  the  Mi&.xis- 
sippi  and  Atlantic  Rail-oad,  at  Vandalia,  on  the 
2oih  ult.,  thii  following  gentlemen  were  elected 
Directors,  viz :  Messrs.  Winslow,  Palmer,  Mc- 
Martiu,  Sandford,  and  Lanier,  of  New  York ; 
Brouglhfof  Indiana  ;  Archer,  Young,  Starkweather, 
Waschford,  McCurdy,  Walter  aud  Allen,  of  Illin- 
ois. 

Officers — John  B rough, President;  T.  R-  Young, 
Vice  Pn&ideut ;  W.  S.  W.ute,  Taeasurer :  Edward 
King  Secretary. 


OGDEN&  I^ELAFIELD'S, 

Late  OGDEN  <fc  MARTIX. 

Koseiidaie    Cement. 

WE  are  j)repareJ  Co  euter  into  arrangtmenis  for  sujipljiiig 
our  cement  for  public  works  or  otber  pur(>os<;i=.  We 
warrant  the  cement  etjnal  in  everj'  reepect  to  any  mauufactured 
in  this  country.  It  attains  a  great  Oegree  of  lardne.-w,  sells  im- 
mediately under  water,  ami  is  a  superior  article  for  ma:>0Qr>- 
comiug  in  contact  with  water,  or  re<)uirinj;  great  strenjtUi. 

For  i^ale  in  tight  barrels,  well  i>aiiered.  on  application  at  their 
oflice,  by  OGDEN  &  DELAFIELD,  104  Wall  st. 

The  above  cement  is  used  in  most  of  the  fortifications  building 
j^y  yovermtient. 1" 

To  L  hlef  Engineers. 

A  Gentleman  who  has  had  some  Eight  years  Esi>crience  in 
.Txcoostruction  of  various  Eastern  and  Western  Railroads  des- 
ires a  situation  as  Resident  Engineer  upon  some  railway  in  the 
United  States.  The  best  of  references  as  to  Capabilitj-  and  Ef- 
flcieacy  can  be  furnished.  Address  B.  cai^  of  John  Palmer  Esq. 
East  Cambridge.  Mas*  17  tf 


To  Contractors. 

_  PIIILADELPHFA,  WILMINGTON  AnD  BAL- 
TIMORE R.AILROAD  OFFICE.— PuilADEi.PHu, 
April  :11st,  1854— PROPOSALS  will  le  received 
at  this  office  until  May  25th,  1854,  for  driving  the 
piles,  proU'Cting  the  foundations,  and  fpr  the  Ma- 
.sonry  above  and  under  watei,  of  tha  proposed 
Bridge  acrass  the  Susquehanna  River  at  Havre - 
de- Grace,  Maryland. 

Al^o,  for  thf  Grading  aid  MiiBoiry  of  the  new- 
location  of  the  Road  aitjoining  the  Bridjt",  and  of 
the  Port  Deposit  Branch  Railroad. 

Plans,  proflhs  ond specifications  may  be  seen  at 
the  Engineers  Office,  in  Ilavre-dc-Grac  \ 

..       -  S.  M.  FEiTON, 

17,4t         *  Pres.  P.  W.  and  IB.  E.  R. 


Railroad  Iron  For  Sale. 

A  BOUT  600  tons  Haiis  of  most  approved  Wel»ll  pattcn»,  for 
^  safe  by       ,  CLAKKAJEfCP. 

IT  tf  "    ■'      -  38  Exchange  Place,  Kew  YoA. 


Back  Numbers  of  tbe  Journal. 

Those  who  wish  back  numbers  of  tlie  Journal 
for  binding  are  requested  to  order  them  at  once, 
as  we  shall  bo  able  to  supply  them  but  a  few 
weeks  longer. 

We  can  furnish  Bound  Volcmf.b  for  any  or  all 
years  compl»fte  since  1831— price  So— per  year. 

Our  Railway  Mat  in  sheets  will  be  sent  by  mail 
to  any  address  on  the  receipt  of  SI. 00 — price  on 
rollers  S2.00.  -/ 

We  have  |Lfew  copies  of  Ma.  JoHxsox's  valua- 
ble work  OQ  the  Northern  route  to  the  Pacific — 
price  by  mail  SI — with  maps. 


rvfvv;- 
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For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY  etc.,  St  Law 
rence  County,  N.  Y.— This  weU  known  establishment,  hav- 
ing attached  to  it  a  large  and  complete  Casting  House  and  Ma- 
Chine  Shop,  with  ample  accommodations  lor  workmen,  and  eve- 
ry convenience  necessary  to  the  the  prosecution  of  an  extensive 
bueiuess,  together  with  valuable  Iron  Mines  and  Minlnj;  Rights, 
also  Timber  Lands,  is  offered  for  sale  by  the  proprietor,  who  ro- 
tirea  from  the  business.  The  capacity  of  the  Roesie  Furnace 
fer  makin);  iron,  is  believed  to  be  unsurpassed  by  any  charcoal 
Furnace  in  the  countr}»,  having  repeateflly  run  up  to  fourteen 
tons  per  day,  with  55  to  60  per  cent  >iel(l  from  ores— specular 
red  oxides — coal,  per  ton,  100  bushels.  The  same  has  been  in 
uninterrupted  operation  for  over  twenty  years,  and  the  reputa- 
tion of  its  iron  is  established  throughout  the  West  The  location 
of  these  works  is  in  the  village  and  town  of  Rosaie,  county  of  St 
Iiiawrence,  N.  Y.,  six  miles  from  the  River  St  Lawrence,  and 
connected  therewith  by  a  plank  road.  Their  cost,  apart  tVom 
reraises  and  water  power,  lias  involved  an  expenditure  of  over 
100,000,  and  their  present  efficiency,  in  everj-  respect,  is  con- 
sidered unexceptionable.  For  further  information  apply  to  D. 
W.  Baldwin,  Agent,  at  the  works,  or  to  the  uiidersipied. 

O.  PARISH. 
Ogdensburgh,  N.  Y.,  April,  1853. 15^u* 

CasFlron   Chilled   Slip  Tires 
for  Engine  Driving  Wlieels. 

THE  undersigned,  principal  Agent  for  the  above  improvement, 
offers  it,  with  the  right  of  use,  to  Railroad  Companies  and 
others.  The  cost  of  these  Tires  is  less  than  one-third  that  of 
wrought  iron,  the  cost  of  ronewins:  one-quarter  ;  and  the  adhe- 
sion, strength,  and  durahiliti/  equally  as  great,  as  will  be  proved 
to  the  satisfaction  of  any  party.  Over  /iro  hundred  locomotives 
of  the  heaviest  cla.ss,  (25  to  30  toas. )  ufion  the  Baltimore  and 
Ohio  Road,  are  shod  with  ca-st  iron,  with  an  acknowledged  saving 
over  wrought  iron  e<iual  to  $30,000  t>er  annum.  Address 
IS^l.C  ZERAH  COLBURN,  Patersdn,  X.  J. 


I 


Chambers'  Wronght  Iron  Car 
Wheels  and  Axles. 

THE  advantages  of  these  wheels,  in  connection  with  tlieir 
comparative  cheapness,  are  their  strength,  lightness, 
and  durability,  being  wholly  of  wrought  iron,  and  the  sett 
of  four  wheels  and  two  axles  weighing  only  about  one  ton. 
They  are  now  used  on  the  London  and  Northwestern  and  other 
principal  lines  of  English  Railways,  carrjing  greater  weights 
than  other  wheels,  say  12  to  15  tons,  and  in.w«  instance  has  one 
given  way.  Samples,  testimonials,  &c.  may  be  secu  on  applica- 
too  to  the  manulacturer's  agents, 

NAYLOR  &  CO., 
69  &  101  John  street 
gNew  York,  12lh  April,  1854. lotf 

Notice  to  Contractors. 


f^sf^l^^ 


OJRce  of  the  Miiu-auUc  and  Horiani,  R.  li.  Co.  } 
Milwaukee,  Wis.,  March  15th,  1854.      ) 

PROPOSALS  will  be  received  at  this  office  till 
the  first  day  of  May  nest  for  the  construction 
of  the  second  division  of  the  Milwaukee  and  IIo- 
ricon  Railroad,  from  Horicon  to  Berlin  a  distance 
of  forty-two  miles  or  sections  thereof. 

Maps,  profiles  and  specifications  will  bo  ready 
for  the  examination  of  bidders  on  and  after  the 
tenth  day  of  April  next. 

JOHN  B.  SMITU, 
^  Pres't  M.  &  H.  R.  R.  Co. 

Railroad  Car  Works. 

THE  Undersigned  are  prepared  to  manufacture  for  Railroad 
Companies,  Passenger,  Bu^'gage,  Cattle,  Freight,  Gravel  and 
Huild  Cars,  also  Baggage  Barrows  and  Freight  Tnick.s. 

F.  HUNGERFORD  &  CO. 
MaysviUt,  Ky.,  Sept.  29, 1853. 


$1,700,000 

LOAN  OP  THE  MORTGAGE  BONDS  OF  THE 

NEW  YORK  AND  HARLEM  RAILROAD 

COMPANY. 

This  Company  will  receive  proposals  for  one 
million  seven  hundred  thousand  dollars  of  their 
First  Mortgage  Bonds,  issued  in  sums  of  one 
thousand  dollars  each,  payable  at  the  office  of  the 
Company,  in  the  City  of  New  York,  on  the  first 
day  of  May,  1873,  with  coupons  attached  for  the 
payment  of  interest  at  the  same  place  semi-annual- 
ly, on  the  1st  of  May  and  1st  of  November,  at  the 
rate  of  seven  per  cent,  per  annum. 

These  Bonds  are  secured  by  a  First  and  only 
Mortgage,  to  Thomas  W.  Ludlow  and  R.  M.  Blatch- 
ford.  Trustees,  on  the  road  and  its  appurtenances, 
made  under  special  authority  of  an  Act  of  the 
Legislature  and  vote  of  the  Stockholders. 

The  whole  amount  of  Bonds  which  can  be  is- 
sued under  the  Mortgage  is  $3,000,000,  and  will 
be  the  first  and  only  lien  upon  the  road,  and  will 
constitute  the  sole  debt  of  the  Company.  The 
Company  reserve  $1,300,000  of  this  Mortgage  for 
the  exchange  of  all  the  outstanding  plain  Bonds 
of  the  Company  now  in  existence,  and  propose  to 
dispose  of  the  residue.  One  Million  Seven  Hundred 
Thousand  Dollars,  for  the  purpose  of  discharging 
all  their  floating  dept,  and  of  payment  of  the  ex- 
penditure necessary  for  the  full  completion  of  the 
improvements  now  in  progress  upon  the  road. 

The  capital  of  the  company  paid  in  is  $1,500,000 
of  Preferred  Stock  and  $3,600,000  of  Common 
Stock,  upon  which  regular  dividends  have  been 
earned  and  paid  for  the  last  five  years  of  Eight  (8) 
per  cent,  per  annum  on  the  former  and  Four  (4 
per  cent.)  on  the  latter. 

The  receipts  of  1853  amounted  to  964,467,  be- 
ing an  increase  of  twenty-six  (26)  per  cent  over 
1852,  and  there  is  no  doubt  a  s(ill  larger  business 
will  be  done  the  present  year. 

The  public  have  therefore  now  oflfered  them  a 
home  security  of  the  most  reliable  character. 

TheJAcceptances  of  the  Company  will  be  receiv- 
ed in  payment  for  the  Bonds.  • 

Twenty  (20)  per  cent,  is  required  to  be  paid 
on  acceptance  of  bids,  and  Twenty  (20)  per  cent, 
every  thirty  days  thereafter,  for  which  Bonds  will 
be  given;  Ten  (10)  per  cent,  however  of  the  first 
instalment  beirg  reserved  by  the  Company  until 
completion  of  the  contract;  interest  to  be  adjusted 
from  the  1st  of  May. 

Parties  have  the  privilege  of  making  payment  in 
full  and  receiving  their  Bonds. 

Sealed  Proposals  will  be  received  at  the  office 
ofBLATCHFORD&RAINSFORD,  No.  58  Wall 
street,  on  or  before  the  10th  day  of  May  next,  at 
3  o'clock  P  M. 


Railroad  Tron. 

1Q  /~k/\  TONS  siiporior  quality  York-shiro  rails  66  pounds  ] 
^ij\3\3     T    pattern   can   he  iimncdiatcly   delivered   at 
New  York,  Savannah,  or  New  OrIe;uis. 
For  sale  by 

I   NAYLOR  &  CO. 

New  York,  AprUU!,\i:.i.  ' 

.         __        . 


Fiiiiii 


^(ALGER'S   FORGE.) 
ALGER  &   REED,  Proprietors, 

MANUFACTURERS  OF 

STX:.ti*>lR  BO,HT  n'OMSMf, 

Shafting,   Crank>-,   CruM    llcidsi,    Beani    Strii|i!',    Coiuicctiug 
Ui).!s,  Piston  lto.ls.  Crank  Pins.  A:.-.  . 

'       RAILROAD  WORK,  ^ 

CrankF.  Tni>-k  and  Car  Axles,  Connecting  Roda.and  Frames. 

SHIP   WOKK. 

Anchor-,  Kneo^',  Tru.<sc3,  Davita,  Toggloi,  &,c.,  &.r.. 

Also— Sugar  Mill  Siuifts,  SJiapes,  and  all  kinds  ot  Forged  Work. 

CYRUS   ALGER,  Jj, ,  BOSTON. 

EDWARD  REEI».         .  SJ^J^x\JX^. 


Notlee  to  Contractors. 


fi«B 


L.OCOMOT1VK  Ji^NGlNES. 
A.  &  W.  Denmead  &>  Son, 

BALTIMORE,  MD. 

HAVING  THEIR  IRON  FOUNDRY  &  MACHINE  SHOP 
in  complete  operatioti,  are  prepared  to  execute,  fUthfUUy 
and  promptly,  orders  for 

Locomotive  or  Stationary  Steam  Engine*, 

Woolen,  Cofton,  Flour,  Kice,  Sugar.  Orist  or  Saw  Mllla, 

Machluiery  for  cutting  all  kiitdg  of  (bearing,  •  -'       > 

Hydraulic,  Tobacco,  and  other  Presses. 

Car  and  Locomotive  patent  Ring-Whe«L<,  wamnted, 

Bridge  and  Mill  Castings  of  every  description, 

(ias  ami  Water  Pijies,  all  sizes,  warranted, 

Kullroad  WheoM,  with  best  fiigoted  axle,  furnished  and  At 
up  for  u^e,  complete. 

Estimates  for  Work,  in  any  part  of  th«  United  States,  fUr- 
iii.-liotl  at  iihurt  notice.  ap.14-15 


Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina ; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  viaClayton,  Georgia,  Franklin  North 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Turniptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Turniptop  Mountain  to  the  Rabun 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  lino  one  tunnel  of  6800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length  ; 
a  suspension  bridge  across  the  Chatnga  River  600 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessee  River;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  some  of  which  is  rock ; 
their  will  also  be  several  bridges.  From  the 
I>oint  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet  I'rom  Hardens  to  Knoxville,  a  distance 
of  45  mil(!8,  the  line  follows  the  river  about'.eight 
miles,  then  leaves  it,  running  across  the  Chilbona 
mountains  almost  a  north  line  to  Knoxville  ;  this 
portion  of  the  road  Is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
1000  feet  long  and  45  feet  high,  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
andfromFranklin  to  Anderson, stratified  sandstone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way offers  great  inducements  to  experienced  con- 
tuictors.  The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  the 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  i)lace8,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  at  each  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with'cash  payments,  alsocighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  Ist  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13  ANSON  BANGS  &  Co. 


Iivui>i>"'s  Best  Cast  Stee 

SUITABLE    KOR 

MINT  AND  PLANTERS'  ROLLERS. 

\  L^O  ol  iargo  ti^e  (''i  by  18  inches  diameter)  for  rolling  Iron, 
x!i.  C«pi)er  or  Urjiftt. 

Pistons  of  Stuuin  Engines  and  Shafts  for  steamboats,  not  ex- 
ceeding six  tons  weiglii  ui  one  piece. 

Also  the  celebrated 
^AST  STEEL  AXLES  AND  TIRE 
made  from  a  tolid  bar  without  welding.     Agents 

THO.MAS  PROSSER  4;  SON, 
16lf  28  Piatt  street,  New  York. 


470 


lml6 


Uailroad  Iron. 

TONS  47  lbs.  per  yard  of  liest  quality  now  in  stor? 
at  New  Orleans.    For  sale  by 

VOSB  PERKINS  &  CO 
I  SouUt-WlOiun  btrettt. 


Z£RAH  COL.BURN, 

CIVIL  AND  MECHANICAL  ENGINEER. 

rvFFERS  his  service*  to  Railroad  Companies  and  others,  in  de- 

^  signing  and  coastructing  Locomotive  Engines  of  »u[>erior  ad- 

•ptation  and  efflaiency. 
Refers  to  Chas.  Misot,  Supt  N.  Y.  and  Erie  Railroad  ;  Wm. 

RATMorD  Lbk,  Pree't,  Ogdensburg  raibxwfl  ;  G.  W.  Whistlxb, 
I  Esq,  Vice  Pres't  New  Haven  railroad;  Rogers,  Kitohum 
I  &  GaoBTXHOB,  Pstenoo,  N.  X,  0.  M.  Htos,  Eaq  ,  Detroit 
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M.  W.  BALDWIN  &  CO.,  Engineers, 


W^ 


Broa«I  and  Hamilton  atreeta,  Philadelphia, 
rOULD  call  the  attention  of  Railroad  Manai^rs,  and  those 
interested  in  Railroad  Property,  to  their  Systbm  of  Loco- 
liOTivc  Engines  intchich  they  are  adapteti  to  I hf  particular 
busineat  for  vhich  they  rruiy  6e  required ;  by  the  use  of  one, 
two,  three  or  four  pair  of  driving  wheels ;  and  tlic  use  of  the 
whole,  or  eo  much  of  the  weight  as  may  be  desirable  for  ad- 
hesion -  and  in  accommodating  them  to  the  grades,  curves, 
strength  of  superstruction  and  rai!  and  work  to  bo  done. — By 
these  means  the  maximum  useful  effect  of  the  power  is  secured 
with  the  least  rspcnsc  for  attendance,  cost  of  fuel  and  repairs 
to  Road  and  Engine.  With  these  objects  in  riew  and  aa  the 
result  of  tweiily-threc  years  practical  experience  in  the  business 
by  our  senior  Partner  we  manufacture  Five  different  kinds  of 
Engines  and  fevcral  classes  or  sizes  of  each  kind. 

Particular  attention  paid  to  the  strength  of  the  tTiachine  in  the 
plan  and  tcorhmanship  of  all  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  offer 
these  engines  with  the  assurance  that  in  efflcieucy,  economy  and 
durability  they  will  compare  favorably  with  those  of  any  other 
kind  in  use. 

We  also  furnish  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
centres  without  boring),  Composition  Castings  for  Bearings  : 
every  description  of  Copper  Sheet  Iron  and  Boiler  work  •  and 
every  article  appertaining  to  the  repair  or  renewal  of  Loco- 
motire  Engines. 

M.  W.  BALDWIN.  MATTHEW  BAIRD. 


C.  Floyd- Jones., 

Divi.«ion  Engineer  3d  and  12tli  Divisions. 

Illinois  Central  Railroad. 

Vandalia,  III. 


Boiler  and  Tank  Rivets, 
Nuts  and  Wasbers ; 

All  Sizes  of 

Bolts  and  Bolt  £nds 

for  Sale  by 
.    :••■-•.. BRIDGES  &  BROTHER, 

•"^  64  Courtland  St.,  N.  Y. 

New  York  and  Crie  RrR." 


m. 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duaue  street, 

as  folk>w8,  vix : — 


Buffalo  Express,  at  7  a.  m.  for  Buffalo  direct,  over  the  N. 
Y.  &  E.  R.  R.,  and  Uie  B.  &.  N.  Y.  City  R.  R.,  without  change 
of  baggage  or  cars. 

Mail,  at  8J^  a.  m.  for  Dunkirk  and  Buffalo,  and  intermediate 
Btatioas.  This  train  remains  over  night  at  Elmira,  and  proceeds 
the  next  morning. 

Wit  Express,  at  12^  p.  m.  for  Dunkirk,  and  iutcnnediate 
Btatioas. 

AocoMMODATiox,  at  3  p.  la  for  Delaware  and  intermediate 
stations. 

Nbwburo  Express,  at  4  p.  m.,  for  Newbarg. 

Wat  Passekger,  at  4  p.  ni.,  for  Piemiont  and  intermediate 
stations. 

NiOBT  ExPRmss,  at  6  p.  \a.  for  punkirk  and  Buflala 

On  Sundays  only  one  Express  Train — at  6  p.m. 

These  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc 
CHA8.  MINOT.  8up>t 

Railroad  Iron. 

nrVTATk  TONS  Railroad  irjn,  weighing  about  59 
jjKjyJyJ  lbs.  per  yard,  "  Erie  "  pattern  of  G  L  and 

Crawsnay  '  raannfa'^iure,  now  on  the  way  from  the 
■hipping  ports  in  Great  Britain  to  this  pun,  for  sale  by 
P.  CilOUTKAU,  Jr.,  SAN  FORI)  &  CO., 

Decamher  4.  I««'2.  iVo.   Bl    Npw  •trrH>t. 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street.  ,    >    ..    . 

New  York,  Feb.  21st,  1854. 

Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepared  to  enter  into  con- 
tracts for  Railroad  Iron,  of  Messrs.  Guest  6c.  Co.,  or  other 
leading  manu&eturers'  make,  delivered  free  on  board  vessels  in 
England  or  in  this  conotry. 

BOORMAN,  JOHNSTON  &  CO , 
Sept  7.  90  Broadway,  New  York. 


and 


Railroad  Companies 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  tlie  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  thouf^ands  of  emi- 
grai)ts  apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  arts 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT, 
European,  American  Employment  Offi4x,    . 
287  Broadway,  corner  Rcade-st. 
3m*  10     Under  the  Irving  House,  New  York. 


To  CiTil  Engineers  and  Sur- 
veyors. 

TRANSITS,  Level  and  Surveyors  Coinpiasses  Manufactured  on 
the  most  improved  principle  and  of  the  Best  Qualitv 

by  THOMAS  HUNT, 
:                       No.  53  Fulton  Street, 
lylO* y NetB  York. 

To  Railroad   Companies  and 
Contractors. 

SECOND  ht'Uid  enguies  for  sale  in  good  running 
order  and  condition. 
2  engines,  10  in.  X20in.  cylinder,  4  drivers  54  inch 

diameter,  about  16  tons  weight. 
2  engines,  10  in.XlS  hi.  cylinder,  2 drivcr.s  51  inch 
diameter,  weigltt  about  14  tons. 
For  terms,  &.c.  apply  t<» 

CLARK  (fcJKSUP, 
General  Railroad  Agtnts, 
4nia  68  Exchange  Place. 

Brass  Tubes  for    L<ocomotive 
and  Marine  Boilers. 

THE  undersigned  having  been  appointed  Agent  for  the  highoi 
respectable  manufacturers  Messrs.  Allen,  Everitt  &  Son  or 
Birmingham,  is  prepared  to  take  orders,  at  lixed  prices,  lly- 
Brass  Tubes  of  all  diameters,  Ibr  Engines.— For  lUrther  parUcu 
lara  and  inspecUon  of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  1861  90  fieaver  atr. 


MANUFACTURERS'  AGENCY 

FOR 

RAILROAD  FURNISHING, 

Qfiee  18  Dearborn  .S7.,  Chicago,  III 

E.  R.T.  ARMSTROJ^^lx,  Agent, 

KEEPS  constantly  on  hand  Railroad •'ipikes,  Burden'b  make, 
Railroad  Wrought  Iron  Chairs,  sufierior  quality,  Ames' 
inanulkcturc  of  Loconwtite  Tirts,  Cranks,  J>c.  Washburn, 
Pond  &  Co.'s  Car  Wheels,  of  bo.^t  Salisbury  and  Stirling  Iron, 
mixed  under  direction  of  Mr.  Washburn,  and  warranted. 

Orders  invited  for  Locomotive  and  Car  Rolled  or  Hammered 
AxUa — Locomotite  Lamps— fiuperior  Pumps,  fm  Stations, 
Switch  Stands,  ZMcers,  and  Targets — Lacomutive  Drivers 
and  Cylinders— Boxes  and  Pedestals— Screio  Cutters  and 
Drilling  Machines — Prog's  Heads  and  Heil  DIocks— Screw 
Presses,for forcing  Wheeis  and  Axles. 

Oils  of  a  superior  quality,  made  expressly  for  railroatjs,  and 
free  trxxn  gums. 

Refer  to — Illinoi*  Central  railroad,  Ohio  and  Mississippi  river 
railroad.  Michigan  Southern  railroad.  Galena  and  Chicago 
Union  railroad.  Milwaukee  and  Mississippi  river  railroad.  Little 
Miami  railroad,  Cincinnati,  Hamilton  and  Daj'ton  railroad.  Cen- 
tral Ohio  railroad.  14  fimo's. 

SEYMOUR    &   0.  GENERAL   RAILROAD 

•AGENCY,  Office, MetropolitanBank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  persons  desiring  to  invest, 
the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  SO  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing  interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS,  at  11 
years. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  car?,  railroad  bridges.  McCallums  patent, 
railroad  iron,  chairs,  spikes,  switch  irons,  &,c.,  &c. 


Notice  to  Contractors. 

^igi^iff  iiji^^-'HBiii  ^^^jn  ^^^n 

PACIFIC  RAILROAD  OF  MISSOURI. 

SEALED  proposals  will  be  received  by  the  un- 
dersigned, at  their  office  in  the  city  of  St. 
Louis,  until  pix  o'clock,  p.  .m.,  of  the  15th  day  of 
May  next,  for  the  Grading,  Masonry,  etc.,  of  the 
first  division  of  the  South- we&t  Brandi  of  the  Pa- 
cific Railroad,  extending  from  Frai.kliii  D-put,  tlie 
present  tcrminu.s  of  the  roail,  some  4U  miles  Wc.-.t 
of  Si.  L;)ui.'i,  to  the  crossing  of  the  G;i-scenade 
llivtr.  a  tlisiance  of  about  78  miles.  Tlie  line 
rtill  be  dividi-'d  into  sections  of  about  o;iu  mile 
L'ucli,  and  iiroposals  may  be  made  lor  one  or  more 
SL'ctioiis.  The  line,  plans,  profiles,  specifications, 
form  of  contract,  etc  ,  will  be  ready  tor  inspection 
on  and  after  the  first  day  of  May  next.  The 
work  to  be  let  is  quite  heavy,  situated  in  a  healthy 
country,  and  is  easy  of  access. 

The  undersigned  reserve  to  themselves  to  reject 
all  proposals  that  are  not  satisfactory. 

A.  S.  DH^EN  &  CO. 

March  24tb,  1864. 


THE 

New  Yorker  Handels-Zeitung 

A  GERM.VN  Commercial  Paper,  c<>i«ainiiig  rnres  Current, 
"■  Market  Reports,  Exchange  and  Stock  Kates,  Shipping  List 
and  Correspondences  from  all  parts  of  the  vorld,  ap|«ani  twice 
a  week  in  two  separate  editions,  viz  :  one  for  home  circulation, 
published  each  M'etioesda^  and  Saturrlay  moniing  ;  the  other 
for  circulation  in  Europe,— the  only  German  Pai>cr  puUisbod  in 
the  Unite<l  States  admittcHl  to  tlic  German  glates — appears  bo- 
fore  the  departure  of  each  mail  steamer  for  Europe.    Terms  : 

The  paper,  per  annum,  at  New  Yorl^$5,  /or  Germany,  ftil 
Postage  included,  $11,  and  for  all  olcr  |«arts  of  Europe,  the  U.  ^. 
Postage  inclus.,  $S.     Advertisements  taken  at  liberal  temia. 

Holland,  Bnrg^ess  &  8mttth, 


MANUFACTURKRS  of  PURE  SPlMtM  OIL  for  KaOroaa 

Engines  and  LampH,  of  lietiiied  Whale  Oil  now  so  generally 
"sed  Ibr  car  urheeis.—Vi orkn,  .VeMi  Bedford  ..VoM— Stor«,  Ai- 
l>any,  N.  Y.  "^ 

Orders  (directed  to  either  jdace)  respectfully  solicited  from 

Superintendents.— Att  Oil  warranted  iKlrc  and  perfectly  t 
tor}-. 


Pneumatic  Pile  Drivings* 

FOUNDATIONS  FOR  BRIDGES,  PIERS  &C. 

BY  THE  PNEUMATIC  process  IkjUow  cylindrical  piiea  or 
tubes  from  eight  inches  to  ten  (ect  diameter  can  be  driven 
tlirough  sand,  mxid,  clay  or  other  material  to  anjTcquired  depth. 
The  complete  succcms  which  has  attended  the  operstjooe  of  this 
process  shows  it  to  be  einiucntly  practicable  in,  and  much  ttie 
best  method  Mown  for,  the  cunttructioti  of  milroed  bndgea 
across  de<!p  and  rapid  rivers  w  here  |>ermane«t  foundations  o 
great  btrcugtli  arc  necessar}',  and  liave  to  be  secured  at  grea 
depUt  ._  _ 

Applications  for  license  for  the  u»e  uf  the  inrention  to  any 
part  of  the  United  States  may  be  made  to  H.  V.  POOR,  Esq 
Editor  of  the  American  Railroad  Journal,  8  Spruce  street ;  o 
fur  contracts  for  pile  driving,  or  licenses  «(■  above  to 

CHARLES  PONTEZ, 

March  26tb,  18i4.  NeivYorlL 

To  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI 

THIBD   AND    FOURTH    DIVISIONS. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  this  road,  (extending  from  the  Mis- 
souri river  at  Jefferson  City,  passing  near  George- 
town and  Warrensburgb,  to  the  Missouri  river  near 
Independence,  about  160  miles.)  so  soon  afler  tke 
flVst  of  May  next,  as  satisfactory  proposals  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  offer- 
cred,  or  such  parts  as  particular  con  tractors  may 
select  in  form  and  quantity  to  suit  the  interests  of 
the  company.  Proposals  are  asked  for  by  Uie  cu- 
bic yard,  with  cash  payments;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
[)ropo.sa!s  fur  two  thirds  cash  and  ori'j  third  in 
couiHy  and  railroa<l  mortgage  l^onds  or  other  se- 
curities. 

Profiles  and  maps  of  apinoKimaU-  l«Mat44*u  can 
be  seen  after  lirst  «.f  April  next  at  Pacitlc  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  ou  ai>i)ncation  to  the  Enjiufer. 

The  lirst  division  of  this  road  is  now  in  opera- 
tion ;  the  s'.cond  division  to  Jefferson  City  under 
present  course  of  construction.  . 

The  third  and  fourth  divibiobs'now  uflci«Kl  pass 
over  a  high,  rolling  mixed  prairie   and   timbered 
country,  and  for  healthfulness  and   supply  of  pio- 
visinns  will  compare   favorably  with   anv  part  o 
the  west.  TH08.  ALLEN,'  Pres. 

Thos.  S.O'Scllivan,  Chief  tng. 

Pacilic  B.R.  Office,  St.  Louis,  Feb.  1854. 
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Railroad  Iron; 

'  *  1  O  ^n  Tons  Erie  Pattern  Quest  and  Go's  make,  weighing 
.;  XyCOKJ  67X  lbs.  per  yard,  to  b«  shipped  from  Wales  in  J  u- 
■»  y  and  August,  for  lliis  port— for  sale  by 
•  BOOKMAN.  JOHNSTON  &  CO., 

Jime  fl,  1863.  80  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
fiet  per  rail.    Apply  to 

THOS.  CHAMBERS,  President, 
September.  1850. 


Railroad  Iron. 

THE  Undersigned,  Agents  for  the  Manufacturers, 
are  prepared  to  contract  to  deliver  Iree  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 
such  wuight  or  pattern  as  may  be  required. 

VOSE,  PERKINS  «&  CO., 
:•'      V:    r  ;                        9  South  William  SU 
tfaw  Yortu  June  1.  1851. 

Knox&  Slialn, 

'■•  MANtTFACTUHEBB    OF 

LEVELS,  TRANSITS  AND  SURVEYING 

COiVIP  ASSES. 

No  72  Dock  St.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 

First  Premium  awarded  by  the  Franklin  Institute. 


Stuart,  Serrell  &  Co., 

-    CIVIL  ENGINEERS, 

Booms  22,  24,  26  it  27, 

157  Broadway,  New  York. 
Cha^rlbs  b.  Stcjlbt,  Edward  W.  Sbrrell, 

DAStBL  Marsh,  Samuil  MoElhot. 


Important  to  Hallway  Co'^s. 

A  GREAT  improvement  lias  recently  been  porfoctoil  in  tlie 
manufacture  of  Dumping  Oravel  Cars  by  whicli  tlic  cost  Is 
materially  lessened  and  the  strength  and  durability  much  iii< 
creased. 

We  have  secured  the  right  to  manofacture  these  improved 
Cars  and  can  supply  them  at  prices  ten  per  cent.  lower  than  the 
ordinary  kind. 

Orders  directed  to  the  Hamiltoo  Car  Co.,  Hamilton,  Ohio, 
win  receive  prompt  attentioa 

South -Western    Gar  Shops, 

Madison,  iDdiana. 

THE  subscriber  is  prepared  to  execute  orders 
at  short  notice,  for  all  kirds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford   peculiar   advantages  to  Coinpanies 
requiring  work  delivered  in  the  South  and  West. 
"  W.  CLOUGII. 

Refer  to 
Jno.  Brough,  Esq.  Winslow,  Lanier  &  Co. 

.     feb.18.  Im. 


Ontario,  Slmeoe  &  Huron  H.R. 

CANADA. 

THIS  road  oi'cnpd  in  May  last  to  Lake  Simcoe  is  expected  to 
be  completed  to  the  Georgian  Bay,  Lake  Huron  a 
distance  of  96  miled  in  June  next  where  it  will  fonn  the  shortest 
aod  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Rej^ons  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrio  (M 
milc«)  daily  at  8  a.m  and  3.  30  pm,,  returning  the  same  dHy — 
On  the  opening  of  the  navigation  a  Stt^amer  will  ply  on  Lake 
Siiocoe  in  connexion  with  the  Trains  and  wiil  convey  pa^seiigerk 
through  that  Lake  and  Lake  Conchichinj;  to  Onlla  whence  a 
short  portage  of  eighteen  mites  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaioolah)  which  runs  to  the  Sault 
S  t.  Muri«  and  intermediate  ports  forming  the  mcwt  exixjifitious 
and  agreeable  route  to  the  Mineral  Xtegions  of  Lakes  Iluroo 
a  Dd  Superior. 

A  rrangemef Its  will  be  made  on  the  completion  o{  the  road  to 
t  be  Georgian  Bay  Ibr  a  line  of  first  class  Steamers  to  extend  their 
tripW  to  the  ports  on  Lake  Michigan. 

ALFRED  BRUNKL, 
■.  -  Superintendent 


Railroad   Iron  Via  Q^uebec. 
JOHN  ANDERSON  &  CO. 

'      COMMISSION   MERCHANTS, 
SHIPPING  AGENTS  AND  BROKERS, 

Q^uebec  and  Montreal. 

pAUTICCLAR  attention  given  to  the  Transhipment  of  Iron, 
^  4x;.,  iij  Transitu  for  the  Western  Lake  Port*,  and  to  the  Ship- 
ment of  Bails  In  Great  Britain. 
Quebec,  Dec.  2, 1863.  .    •- 


To  Locomotlye  Engine  Buil- 
ders and  £ng^ineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durabl  j  character 
and  admirably  fitted  for  a  Foundry  ind  Machine 
Shops,  or  almost  any  mechanical  1  ^iness.  They 
now  contain  a  new  and  powc-  lal  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &.C.,  &c.,  to  employ  IS  J  mechanics,  and 
couki  be  put  in  working  ordvr  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  -in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

B.  B.  SUMNER, 
No.  Gl  Camp  Street, 
New  Orleans ; 
and  ftirther  information  may  be  had  by  ajiplying 
to  Messrs.  Barstow  &  Pope,    Pino  Street,  New 
York. 


Railroad  Spikes,  Uoller  Riv- 
ets, etc. 

THE  Subscribers,  AgentH  fur  the  !>ale  of  James  S. 
Spencer's,  Jr.,  Railroad  and  Kout  Spikes,  Boiler 
Rivets,  and  Wrought  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  despatch,  and  uf  the  best  quality. 

4LS()  IMPORTKRS  of  Enifiish  refined  and  Mer- 
c'Siant  l>ar  Iron  ;  Extra  refine')  (/'ar  and  Locomotive 
Axles  (from  3^  to  6i  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  and  Cast  Steel,  etc.,  etc.,  etc. 

T.  &  E.  GEORGE. 
Philadelphia,  tVovember  14,  1850. 


Railroad  iron. 

THE  On OKRSIGNED,  HAVING madearrange- 
nicnts  abroad,  are  prepared  to  contract  for  the  de- 
livery of  Koreign  rails,  of  appreved  brands  upon  the 
most  fav«rnble  terms. 

i'hey  will  aisc  make  contracts  for  American  rails, 
mide  at  their  'I'renton  works,  trom  Andover  Iron,  in 
whole  or  in  part,  aamay  be  agreed  upon. 

They  are  prepared  to  lurnish  Telegraph,  Spring  and 
Market  Wire ;  Braziers  and  Wire  Rods ;  Rivets  and 
Merchant  Bars  to  order,  all  made  exclusively  from  An- 
dover Iron.  Theaitention  of  parties  who  require  iron 
of  the  very  best  quality  for  special  purposes,  is  respect- 
(ully  invited.  COOPER  &  HEWITT, 

17  Burling  Slip,  New  York. 

Pebruvy  IS,  1810. 


SHANAHAN  &  LOEBER, 

181  WiUiam-st, 

(Ist  floor-Up  stairs,) 
WEW-YORK. 


MANTTFACTURERS  OF 


THEODOLITES,  TRANSITS,  LEVELS, 
SarYeyors'  Compasses,  Drawing  Instrumeots, 

Chains,  Scales,  Levelling  Rods,  &c.      lylO 


1 


Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD. 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- . 
pany,  at  Memphis,  Tenn.,  until  the  15th  day  of 
April  next,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  65  miles,  from  Memphis 
to  Cherryville. 

Contractors  must  give  the  most  undoubted  se- 
curity for  the  completion  of  the  ^vork  at  the  time, 
and  in  the  manner  specified ;  and  contracts  will 
be  let  in  sections,  or  for  the  entire  w'ork,  as  may 
be  deemed  best  by  the  Directors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  should  none  p.ove  satisfactory ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

E.  PEABODY, 
Engineer  in  charge. 

Notice  To  Contractors. 

Office    of   the   Vicksburg,   Shreveport   and] 
Texas  Rail  Road  Company 
Monroe,  La.,  March  8lh,  1864. 

SEALED  PROPOSALS  wil  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  the  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  twenty  miles ;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouafchita  river  and  running  west,  in 
the  parish  of  Ouachita. 

Bids  may  be  made  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favorably  considered.  The 
lines,  plans,  profiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fifihs  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agreed  on,  during  the  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract ;  or  to  reject  all  if  none  are  satis- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned. 

N.  D.  COLEMAN, 
;    •  ••     ..  President. 

P.  J.  TODRNADRE, 

7tl4  Chief  Engineer. 

Railroad  Iron. 

pr  (\(\C\  TONS  T  RAILS,  about  one-half  welghiiifi:  69  lbs. 
DyJ\J\)  per  yard  anJ  tlie  remainder  66  lbs.  per  yard  now  io 
bond  and  for  aalo  by 

JOHN  H.  HICKS, 
7d  FWy.  M  Beaver  street 

H.  SAWYER 

'   (of  the  late  firm  of  SAWYER  &  HOBBY), 

Manufacturer  of  Transits  and  Levels, 

HAS  pemoved  to  Union  Place  near  Warburton  Av.,  Yonken, 
N.  y. 
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PuBLisHMD  BT  J.  H.  SOHULTZ  *  CO.,  No.  9  Spbuoi  8t.  present  case,  to  be  measured  by  the  latter,  cer- 
tainly the  difficulties  that  surround  it  have  not 
made  the  first  impression  upon  tbo  popular  mind. 
It  is  greatly  to  be  regretted  that  so  liltle  pains 
hare  been  taken  to  derive  the  greatest  amount  of 
information  from  the  explorations  tliat  have  been 
made  of  the  country  to  be  traversed  by  either  of 
the  proposed  roads.  Nothing  is  more  provoking 
than  to  take  up  a  report  of  the  governmental  ex- 
ploring parties.  Ibese  pa. ties  give  you  ap- 
proximate elevations  of  certain  points  on  their 
routes  ;  the  range  of  the  th  rmometer,  the  kinds 
of  grasses,  trees,  reptiles,  insects  met  with,  the 
state  of  the  weather  at  particular  summits,  the 
distances  "  between  water,"  and  the  "  doable  alti- 
tudes of  a  Aquarii,  b  hyne,  c  Andromedae,  d 
Polaris,  etc.,"  all  very  useful  and  interesting  to 
savans;  but  helping  very  little  to  demonstrate 
the  practicability  of  a  railroad.  All  that  is  use- 
ful in  such  repor*  s,  as  far  as  such  a  work  is  con- 
cerned, might  be  brought  into  a  single  page.  If, 
on  the  other  hand,  there  had  been  attached  to 
each  party  a  practical  engineer,  familiar  with  the 
construction  of  railroads,  the  public  might,  at  the 
present  day  be  in  the  possession  of  information, 


American  Railroad  Journal. 


Satardajr,  Umy  6*  1854^. 

Paelfle  Railroad* 

It  is  certainly  singular  that  while  the  subject  of 
a  railroad  to  the  Pacific  is  of  such  paramount  in- 
terest and  importance,  so  little  has  been  done  to- 
ward presenting  it  in  that  intelligent  shape  by 
which  some  reasonable  estimate  might  be  formed 
of  the  magnitude  of  the  work,  the  probable  cost 


of  its  construction  and  maintenance,  the  length  of 

time  required  for  building  it,  the  facilities  which '  to  obtain  which  years  will  be  required. 

exist  for  supplying  to  it  wood  and  water,  the  ca-      Such  a  person  would  have  mastered  all  the  phy- 

pacity  of  the  country,  upon  the  several  routes  pro-,  sical  peculiarities  of  the  route  to  which  be  was 

posed,  to  support  settlements,  etc.,  etc.     The  ne-  detailed,  and  by  taking  the  Erie  railroad,  for  in- 

cessity  that  exists  for  the  road  being  admitted,  its  stance,  as  a  standard,  could  at  once  have  intelli- 

construction  would  appear,  in  popular  estimation,  giblr  shown  the  relative  magnitude  of  a  railroad 

to  involve  no  problem  difiereut  from  those  already ;  to  the  Pacific.     He  would  have  been  able  to  have 

solved  in  the  success  of  the  more  important  of  our  shown  how  far  the  proposed  work  corresponds  to 

roads  already  built.     The  difierence  in  the  two  that  of  a  road  with  which  every  body  is  familiar, 

cases  is  looked  upon  as  one  in  degree,  not  in  kiud-inuA  where  the  parallel  ceases.     This  is  the  kiiid 


If  $35,000,000  has  constructed  the  Erie  road  of 
600  miles,  it  seems  to  bo  assumed,  on  all  hands 
that  8140,000,000  will  construct  a  railroad  across 
the  continent,  of 2000  miles:  or,  if  a  grant  of 
2,500,000  acres  of  land  has  constructed  the  Illinois 
Central  Railroad  of  700  miks,  it  is  supposed  that 
a  similar  grant  would  furnish  the  means  to  build 
one  to  the  Pacific. 

These  points  being  assumed,  everybody  be- 
comes equally  wise  upon  the  subject,  and  talks 
with  an  authority  suitable  only  to  the  person  fit- 
ted to  take  charge  of  this  stu^adous  enterprise. 
The  assurance  of  every  person  is  jast  in  propor- 
tion to  his  ignorance ;  and  were  the  former,  in  the 


of  information  wanted.  We  can  only  measure 
what  we  do  not  see  by  what  all  have  seen.  The 
government  engineers  give  us  no  such  information, 
which  would  have  been  ten  times  more  valuable, 
in  a  pecuniary  point  of  view,  than  all  tliey  have 
told  us.  We  must  ko^w  haw  the  amount  and  coat 
of  graduation,  bridging,  masonry,  etc.,  etc.  on  the 
proposed  road  will  compare  with  similar  items  on 
other  roads.  We  want  to  know  from  what  sources, 
and  at  what  cost,  fuel  and  water  can  be  supplied. 
Such  details  as  those  would  have  given  us  some- 
thing tangible  to  work  upon,  and  we  should  now 
have  been  engaged  in  devising  a  praakal  plan  of 
operations,  instead  of  wasting  time  in  '  talking  big^ 


upon  a  satij0ct  upon  wtuch  ve  know  next  to  noUi* ; 

While  we  are  without  the  data  necessary  for  tho 
purpose  of  estimating  the  probable  cost  of  the 
road,  and  the  time  required  for  its  construction, 
we  are  enabled  to  form  a  pretty  correct  idea  of 
tKfe  physical  characteristics  of  the  greater  part  of 
the  country  through  which  any  road  must  pass. 
From  the  fact  that  these  are  so  different  from  what 
they  are  generally  supposed  to  be,  and  fhrtn  the 

imptortance  that  they  should  be  thoroughly  under- 
stood, we  will  refer  to  one  or  two  that  are  most 
peculiar,  and  at  the  same  time  constitute  the 
greatest  obstacles  to  the  constn^ction  of  a  railroad. 
One  of  the  most  striking  pby^cal  features  of  the 
North  American  continent,  is  the  great  elevation 
of  its  Western  half  above  the  .sea.  From  the 
Isthmus  of  Tehauntepec,  nearly  to  the  Arctic 
Ocean,  the  lowest  depression  in  this  great  elevated 
range  does  not  fall  much  below  6000  feet  above 
the  sea  level.  The  lowest  point  over  which  it  is 
proi>osed  to  carry  a  railroad  A-om  the  Mississippi 
basin  to  the  Pacific,  is  probably  by  the  Northern 
route,  where  the  range,  by  barometical  measure* 
ment,  is  4808  feet  high.  The  next  lowest  point 
probably,  is  near  latitude  32,  and  is  :il<out  5000 
feet  high.  On  the  South  Pass  route  the  lowest 
point  in  the  Rocky  Mountain  range  is  7490  feet, 
and  in  the  Bear  Moantain  range  farther  West, 
8430  feet.  Qunoison  makes  the  CocheloiKe  Pan 
on  the  Central  or  Benton's  route,  11,082  feet  high. : 
The  summit  of  tho  Raton  in  crossing  from  the 
head  waters  of  the  Arkansas  to  thos<>  of  tho  Del 
Norte,  is  7764  feet  high.  Santa  Fe,  in  the  v.-4lley 
of  the  Lost  named  river,  is  6846  feet  above  tide. 
The  lowest  pass  been  the  Del  Norte  and  the  Gila, 
is  6167  feet.  About  latitude  $2^  30',  the  great 
mounUiin  ranges  suddenly  ^ubside  iuto  a  vast 
plain,  from  100  to  150  miles  wide,  and  extending 
from  the  Del  Norte  to  the  Colorado.  Tho  moet 
elevated  portions  of  the  plain  .are  about  5000  feet 
above  the  sea.  Throughout  it.s  whole  extent  are 
detached  ranges  of  mountains,  rising  from  one,  to 
three  thousand  feet  above  the  plain.  Upon  the 
South  of  the  plain  commence  the  Sierra  Madre 
ranges,  which  embrace  the  loftiest  mountains  on 
the  continent.  This  range  cannot  be  traversed 
even  by  mule  trains,  for  several  hundred  miles 
after  it  commences  in  latitude  31. 
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Several  necessary  const- qiiences  naturally  result 
from  the  extraordinary  facts  which  we  have  re- 
cited. The  higher  the  general  elevation  of  a 
country,  the  less  the  quantity  of  rain  that  falls. 
In  addition,  this  natural  law,  which  would  reduce 
the  quantity  of  rain  falling  upon  the  great  elevated 
plateau  of  the  continent,  is  assisted  by  the  lofty 
inoiuitaius  that  flank  this  plateau  on  both  sides, 
the  Rocky  MountaidB  on  the  East,  and  the  Sierra 
Nevada  on  the  West.  These  lofty  ranges  intercept 
the  moisture  that  otherwise  would  be  borne  from 
the  sea  to  the  interior,  and  precipitate  it  upon 
theh'  summits,  robbing  the  great  valley  lying 
between  of  the  very  first  condition  necessary  to 
their  fertility.  This  valley  is  consequently  a  vast 
desert,  and  must  always  remain  such.  Within 
this  desert  nothing  can  be  raised  without  irriga- 
tion, which  is  limited  to  the  narrow  vallies  of 
rivers.  These  are  few  in  number,  and  often  for  a 
long  distance  flow  through  fawon.t,  impassible  both 

;,  to  man  and  beast. 

This  great  American  desert  not  only  fills  up  the 
space  between  the  two  great  mountain  ranges 
described,  but  extends  far  down  the  Eastern  slope 
of  the  Rocky  Mountains.  The  boundary  line 
between  the  fertile  lands  and   the  desert  coni- 

"inences  on  the  Arkansas,  near  long.  98°  West  from 
Greenwich,  or  from  l&O  to  200  miles  West  of  the 
boundary  line  of  Arkansas,  from  200  to  300  feet 
from  the  base  of  the  mountains.  Throughout  the 
whole  extent  of  this  vast  desert,  all  the  running 

.  water  is  supplied  from  lofty  mountains.  Many  of 
the  rivers  that  descend  from  the  mountains  lose 
themselves  in  the  sandy  plains  at  their  feet.  These 
plains  are  destitute  of  timber ;  the  greater  part  of 
their  area  of  running  or  stagnant  water,  or  grass. 
The  hTJr  bottoms  are  occasionally  fringed  with 
scanty  groves  of  cotton  wood,  a  timber  entirely 
unfit  for  the  construction  of  a  railroad. 

Such  are  sonu  of  the  conditions,  under  which  a 

,  railroad  to  the  Pacific  must  be  built.    The  road, 

,  whatever  route  be  taken,  must  be  built  and  sus- 
tained from  the  base  of  operations  at  either  end. 
That  the  work  is  possible  there  is  no  doubt.  That 
for  some  years  to  come  it  is  practicable,  with  such 
force  as  can  be  brought  to  bear  upon  it,  by  indi- 
vidual enterprize,  or  grants  of  lands,  we  do  not 
believe.  We  admit  we  entertained  a  difl'erent 
opinion  some  time  since,  but  a  pretty  thorough 
examination  of  the  subject  has  convinced  us  that 
we  were  entirely  mistaken.  We  believe  our  error 
is  still  shared  by  a  great  majority  of  the  commu- 
nity. Our  object  is  to  dispel  any  erroneous  view 
that  may  prevail.  It  is  only  when  the  magnitude 
of  the  work  is  fully  understood,  that  our  people 
and  Government  will  devise  meaus  adequate  to 
the  task  before  them. 


'Wllmlngtoit  and  Alanclicatar  Rmllroad. 

SINKING  PILES  BY  THE  PNEUMATIC  PROCESS. 

This  important  road  having  been  completed, 
and  its  Chief  Ergineer,  Col.  Qwynn,  being  about 
to  sever  his  connection  with  it,  he  has,  in  view  of 
this  fact,  submitted  his  final  report,  a  portion  of 
which  we  give  below.  This  road  forms  the  con- 
necting link  between  the  roads  of  South  Carolina 
and  Georgia,  and  other  southern  states,  and  the 
northern  system.  Probably  no  road  has  added 
more  to  the  convenience  of  the  travelling  business 
public,  by  enabling  them  to  avoid  the  long  and 
dangerous  voyage  by  sea  from  Wilmington  to 
Charleston  and  Savannah. 

The  great  obstacle  to  the  construction  of  the 
above  road  was  tho  Pec  Dee  River.  This  river 
flows  over  a  bed  of  loose,  shifting  sand,  and  is 
subject  to  sudden  and  excessive  floods,  which  oc- 
cur at  the  healthy  season  of  the  year.        ..    ■   \ 

The  great  difficulty  and  expehce  of  construct- 
ing piers  ordinarily  in  use,  lead  to  the  adoption  of 
the  pneumatic  process  of  sinking  iron  piles,  which, 
we  are  happy  to  say,  has  been  entirely  successful, 
as  will  be  seen  by  Mr.  Gwynn's  report. 

The  cylinders,  air  pump,  engine  to  work  it,  etc., 
etc.,  were  furnished  by  the  West  Point  foundry 
of  N  York,  the  Principal  of  which,  R.  P.  Parrott, 
Esq.,  is  highly  commended  for  the  excellence  of 
the  material  and  appara  us  furnished  by  him,  and 
for  the  important  aid  rendered  in  introducing  into 
this  country  this  novel  and  valuable  improvement. 

The  resident  engineer  of  the  company,  L.  J. 


Mobile  an4  New  Orleans  liallreatl. 

Messrs,  Erastus  Corning  &  Co.,  of  Albany,  it  is 
stated,  have  proposed  to  take  the  construction 
bonds  to  the  Mobile  and  New  Orleans  Railroad 
Company,  which  has  been  organized  to  build  the 
road. 


RalU  far  Sale. 

Parties  in  want  of  Rails  will  do  well  to  bear  in 
mind  that  a  sale  of  1,500  tons  is  to  be  made  by 
Messrs.  lIoflTman  &  Co.,  at  tho  Merchants'  Ex- 
change, on  the  10th  inst.  An  opportunity  for  a 
good  bargain  is  undoubtedly  oflered  to  parties  in 
MUtL  " 

■'■'•■.  -   :  [''■'"'■■.  .5.:,js -^SM^;-- 


from  the  first,  rendered  efficient  service,  as  did  Mr. 
Holstrom,  who  at  tho  commencement,  superintend- 
ed the  operations,  sinking  the  piles. 

Subjoined  are  tho  material  portions  of  Mr. 
Gwynn's  report.  Col.  Gwynn  desires  us  to  convey 
an  apology  to  several  geutiemen  who  have  written 

him,  desiring  information  upon  the  subject  of  the 
foregoing  process.  He  wa^  unable  promptly  to 
reply  to  their  favors,  in  consequence  of  a  delay  in 
the  publication  of  his  report,  which  he  intended 
as  an  answer  to  such. 

To  the  President  of  the  Wibnlngton  and  Manches- 
ter Railroad : 

You  were,  shortly  after  my  entering  your  ser- 
vice, apprised  pf  tho  difiiculty  of  crossing  the 
Great  Pee  Dee  ri^er,  not  on  account  of  its  breadth 
of  water  line,  or  the  extent  of  the  bordering 
swamps,  but  owing  to  the  treacherous  character 
of  the  bed  of  the  river,  involving  difficulties  in 
obtaining  secure  foundations  for  the  piers,  of 
which  the  experience  in  our  country  aflbrded  bo 
example.  It  had  been  my  province  to  construct 
bridges  across  all  the  water  courses  from  Ports- 
mouth, in  Virginia,  to  Wilmington,  North  Caroli- 
na, »nd,  in  some  instances  expedients,  novel  in 
their  character,  were  resorted  to,  all,  however, 
attended  with  success,  I  am  happy  to  say,  as  time 
has  p;oven.  Dul  in  all  my  experience  1  have  en- 
countered nothing  like  the  difficulties  presented 
at  the  Great  Pee  Dee.  The  bed  of  the  river,  as 
far  as  it  could  be  ascertained  by  the  ordinary  ap- 
pliances for  boring,  proved  to  be  an  unbroken 
stratum  of  sand,  into  which  piles  could  not  be 
driven  to  a  sufficient  depth  to  ensure  their  perma- 
nency ;  cribs,  or  caissouit,  would  have  been  under- 
mined unless  placed  below  the  action  of  the  cur- 
rent on  the  bottom  of  the  river,  and  to  efiTect  this 
by  the  usual  mode  of  cofier-damtning  with  timr 
ber,  would  not  have  been  practicable  at  an  admis- 
sible cost.  But  for  the  necessity  of  making  a 
draw  for  tho  passage  of  steanftra,  these  difficulties 
might  have  been  avoided  in  a  great  measure,  by 
a  bridge  of  a  single  span,  stretching  entirely 
across  the  river,  lu  this  dilemma,  my  attentiuu, 
which  had  beea'drawo  to  tbi»  subject  by  publica- 


tions in  scientific  journals,  was  now  more  particu- 
larly directed  to  the  novel  and  interesting  process 
of  Dr.  Potts,  of  England,  for  sinking  hollow  piles, 
by  the  pressure  of  the  atmosphere. 

In  this  process,  which  is  one  of  the  most  beauti- 
ful and  simple  applications  of  a  natural  element 
to  the  uses  of  man  yet  discovered,  "  An  air  pump 
is  employed,  which,  being  connected  with  the 
head  oC  the  hollow  pile,  the  air  is  exhausted,  and 
a  stream  of  water,  sand,  shingle,  and  gravel,  suck- 
ing up  from  below,  the  pile  sinks  gradually  into 
the  displacement.  It  is  therefore  a  kind  of  sub- 
aquatic  excavation,  the  lower  end  of  the  hollow 
pile  being  converted  into  a  kind  of  scoop,  worked 
by  tlie  air  pump  on  the  platform  above." 

After  mature  consideration,  and  thorough  ex- 
amination of  the  subject,  my  mind  was  brought  to 
the  conviction,  that  the  process  could  be  success- 
fully applied  in  sinking  hollow  piles,  or  cylinders, 
in  such  material  as  composed  the  bed  of  the  Great 
Pee  Dee.  Of  this  I  could  entertain  no  doubt  after 
reading  the  accounts  of  what  had  been  accom- 
plished by  the  "  Pneumatic  Process"  in  England. 
But  the  sickliness  of  the  locality,  its  remoteness 
from  the  seaboard,  whence  the  only  means  of 
transporting  the  heavy  cylinders  and  apparatus 
(which  had  to  be  obtained  at  the  North)  were,  by 
uncertain  and  irregular  lines  of  steamers,  hostile 
and  unfriendly  to  the  improvement,  all  conspired 
to  create  a  painful  anxiety  and  apprehension,  not 
of  the  ultimate  success  of  the  work,  but  of  delay 
and  detention,  which,  in  the  prosecution  of  new 
plans  and  designs,  lead  to  distrust,  and  sometimes 
to  a  withdrawal  of  that  confidence  so  cheering 
and  animating  to  a  public  agent,  and  without 
which  his  will  may  bo  palsied  and  the  best 
schemes  fail. 

The  bridge  consista  of  two  spans,  one  a  hun- 
dred and  thirty  feet  in  the  clear,  the  other,  one 


Fleming,  who  has  been  identified  with  the  road  hundred  and  thirty-five  feet,  and  a  draw,  with  an 


opening  of  seventy  feet  for  the  passage  of  steam- 
boats, resting  on  four  supports,  as  follows :  com- 
mencing on  the  east  side  of  the  river — first,  the 
draw-pier  of  timber,  to  be  replaced  with  stone  : 
secondly,  four  cylinders  driven  in  pau's,  close  to- 
gether, longitudinally,  and  ten  feet  apart  trans- 
versely :  thirdly,  a  pier  composed  of  three  col- 
umns of  cylinders,  two  feet  apart;  and  fourthly,  a 
temporary  abutment  of  timber,  behind  which  it  is 
designed  to  erect  one  of  stone. 

The  outer  diameters  of  the  cylinders  are  six 
feet,  the  inner  diameters  are  five  feet  eight  inches, 
giving  a  circular  ring  of  cast-iron  two  inches 
thick ;  each  column  (except  the  caps,  which  vary 
with  the  depth  to  which  the  columns  are  sunk) 
is  composed  of  sections  nine  feet  long,  bolted  to- 
gether through  flanges  two  inches  thick :  the  bot- j^ 
tom  length  has  iis  lower  edge  bevelled  so  as  to 
facilitate  its  sinking  through  the  sand. 

The  machinery  and  apparatus  employed,  were 
an  eight-horse  high  pressure  engine,  two  air 
pumps,  with  a  stroke  of  one  foot,  and  with  leather 
valves  twelve  inches  in  diameter,  a  receiver,  or 
voider,  composed  of  two  sections  of  cylinders  bolt- 
ed together,  and  the  ends  closed  by  cast-iron 
caps  bolted  to  the  flanges,  with  an  exhaust  pipe 
communicating  with  the  cap  on  the  head  of  the 
cylinder,  and  the  necessary  sheers  and  appliances 
for  lifting  and  handling  the  sections,  all  resting 
on  two  camels  securely  fastened  together,  their 
united  width  being  thirty-two  feet,  and  length  fif- 
ty-two feet,  the  hold  five  feet.  The  process  of 
sinking  the  cylinders  was  as  follows.  The  secUons 
forming  the  column  to  be  operated  upon,  being 
placed  in  position,  the  cap  bolted  on,  the  exhaust 
pipe  attached,  and  the  receiver  exhausted,  the 
communication  between  the  two  was  opened, 
when  a  vacuum  was  eflected,  and  the  result  was 
found  to  be  as  hitherto  described.  The  pressure 
of  the  atmosphere  on  the  surface  of  the  water  in 
the  river,  combined  with  the  hydrostatic  pressure,* 

*  In  the  various  descriptions  of  the  "  Pneumatic 
process,"  by  the  English  engineers,  it  is  remarka- 
ble that  its  efficacy  is  ascribed  entirely  to  atmos- 
pheric pressure,  and  that  no  allusion  is  made  to 
the  hydrostatic  presstire,  its  inseparable  and  im- 
portant adjunct. 
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produced  such  a  ruab  to  fill  the  vacuum  in  the  chambers  beneath  the  covering,  which  is  formed 
cylinder,  that  it  caused  an  excavation  under  the |  by  a  flange  encircling  them,  bolted  to  a  circular 
bottom  edge,  into  which  the  column  sunk  by  its  rim  with  a  plate  across  the  centre ;  there  is  also 
own  weight,  combined  with  that  of  the  atmos-lan  opening  in  each,  secured  by  an  iron  door,  sus- 
pheric  pressure  on  the  cap.  The  extent  of  the  pended  on  horizontal  hinges.  Each  chamber  is 
useful  effect  of  each,  as  well  as  the  sum  of  the  ap-  provided  with  cocks,  which  afford  a  commuuica 


plications  of  the  atmospheric  pressure,  measured 
by  the  depth  which  the  cylinders  sink,  is  depen- 
dent, in  general  terms,  upon  the  tenacity  of  the 
material  forming  the  bed  of  the  river.  In  the 
sand,  clean  and  sharp — such  as  forms  the  bed  of 
the  Great  Pee  Dee  River — the  effect  of  the  atmos- 
pheric pressure  varied  from  six  to  eleven  feet, 
obtained  by  repeated  applications  or  blows  of  the 
exhaust,  the  repetition  being  dependent  upon  the 
varying  character  of  the  stratum  of  sand.  When 
the  pressure  of  the  atmosph<'re  ceases  to  act,  it  is 
necessary  to  get  into  the  cylinder  and  excavate 
the  obstructing  materials.  For  this  purpose, 
when  the  cylinder  cannot  be  freed  of  water  by 
pumps,  the  operation  is  reversed ;  the  air,  instead 
of  being  rarifled  is  compressed,  and  the  cylinder 
is  virtually  converted  into  a  diving  bell — a  pro- 
cess which  will  be  more  fully  described  hereafter. 
In  clay  or  compact  gravel,  the  "Pneumatic  Pro- 
cess" cannot  be  applied  at  all.  in  such  material 
it  will  be  necessary  to  excavate  by  manual  labor 
from  beneath  the  cylinder,  and  rely  upon  it*  grav- 
ity combined  if  needs  be,  with  the  pressure  of  the 
atmosphere  on  tho  cap,  for  driving  it  down. 

Upon  the  first  trial,  the  cylinder,  which  was  in 
two  sections,  sunk  five  feet,  it  then  became  neces- 
sary to  put  on  another  section,  which  increased 
the  space  to  be  voided  in  so  great  a  ratio  to  the 
exhauster,  that  a  sufficient  vacuum  could  not  bo 
produced,  and  the  sinking  of  the  cylinder  under 
application  of  the  exhaust  was  by  very  small  in- 
crements. 

In  order  to  reduce  the  relative  proportion  be- 
tween the  capacity  of  the  cylinder  and  the  ex- 
hauster, and  thereby  obtain  a  more  perfect  vacu- 
um, I  caused  the  cylinder  to  be  filled  with  logs. 
The  pressure  of  the  atmosphere  was  thus  increas- 
ed, and  with  the  weight  of  the  logs  superadded 
thereto,  the  cylinder  was  readily  sunk  two  feat 
ten  inches  more,  when  it  ceased  to  obey  the  influ- 
ence of  the  pressure  applied,  and  would  go  no 
farther.  Upon  examination,  it  was  found  that  its 
progress  was  arrested  by  the  trunk  of  a  tree. 
This  check  to  our  operations  was  an  unexpected 
event,  as  in  the  borings  to  ascertain  the  character 
of  the  bed  of  the  river  no  such  obstruction  had 
been  discovered.  It  was  particularly  unfortunate 
that  we  should  have  to  contend,  in  the  beginning, 
with  so  serious  an  obstacle,  which  happily  did  not 
again  present  itself. 

It  was  not  until  the  first  of  May  that  the  exist- 
ence of  the  obstacle  was  fully  establi&hed,  and  it 
was  made  manifest  that  its  removal  called  for  a 
reversal  of  the  process  heretofore  employed,  viz. 
instead  of  rarifying  the  air,  it  now  became  neces- 
sary to  condense  it  in  the  cylinder,  so  that  the 
water  could  be  driven  out,  and  the  impediment 
cut  away. 

For  the  purpose  of  forcing  the  water  out,  should 
the  ordinary  process  of  pumping  fail,  and  of  ena- 
bling us  to  enter  the  cylinder  and  excavate  tho 
sand,  should  its  friction  counterbalance  the  atmos- 
pheric and  hydrostatic  pressure,  I  had  provided  an 
air  lock,  the  application  of  which,  for  the  removal 
of  the  hinderance  caused  by  the  trunk  of  the  sub- 
merged tree,  now  became  indispensably  necessary. 
For  its  proper  adjustment,  however,  much  work 
was  required  to  fit  it  up,  and  some  additional  hose 
and  connections  were  wanting.  But  with  every 
effort  that  could  be  made,  it  was  not  until  the  10th 
of  July  that  the  air  lock  was  finally  bolted  on  the 
top  of  the  cylinder  and  ready  to  be  applied. 

The  air  lock  is  simply  a  cap  (bolted  to  the  top 
of  the  cylinder)  provided  as  in  this  case,  with  two 
chambers  formed  by  projections  above  and  below 
the  top  of  the  cylinders,  into  which  any  excava- 
tion from  them  is  lified  and  deposited  preparatory 
to  its  final  removal.  At  the  top  of  each  chamber 
there  is  a  circular  opening  for  the  entrance  of  the 
men  and  the  discbarge  of  any  material  placed 
therein.  This  opening  is  closed  hj  a  flap  lid  when 
the  air  is  compressed.    In  the  portion  of  the 


tion  between  the  cylinders  and  the  chambers,  and 
between  the  chambers  and  the  atmosphere.  In 
future  operations,  I  would  recommend  but  one 
chamber  to  the  air  lock. 

Every  thing  being  in  readiness,  as  before  stated, 
on  the  10th  of  July,  the  air  pumps,  converted,  into 
compressing  pumps,  were  put  in  motion,  and  the 
air  condensed  in  the  cyhnder  to  a  degree  sufiicient 
to  force  the  water  beneath  the  lower  «dge,  and  at 
the  same  time  upwards  through  a  syphon ;  thus, 
by  continuing  a  compression  equal  lo  the  column 
of  water  outside,  the  interior  of  the  cylinder 
was  kept  dry,  and  the  men  entered,  excavated  the 
superincumbent  sand,  and  cut  away  the  obstacle, 
which  proved  to  be  the  trunk  of  a  cypress  tree 
covering  one-half  the  bottom  area  of  the  cylinder, 
when  the  "  pneumatic  process"  was  resumed  and 
the  cylinder  sunk  to  its  place. 

The  use  of  the  air  lock,  however,  did  not  cease 
here.  It  was  found  that  the  pressure  of  the  at- 
mosphere, aided  as  it  always  is  in  the  "  pneumatic 
process,"  by  the  hydrostatic  pressure,*  the  cylin- 
ders could  not  be  sunk  with  a  column  of  sand  in 
them  much  exceeding  six  feet  in  height.  To  re- 
move this  impediment,  as  the  water  rose  so  rapid- 
ly in  the  cylinders  that  it  could  not  be  otherwise 
kept  down,  the  air  lock  was  resorted  to,  the  water 
forced  out,  as  before  described,  and  the  sand  ex 
cavated,  when  upon  letting  off  the  compressed  air 
in  the  cylinder,  gradually,  as  w.as  usual,  it  was 
observed  to  settle  more  than  seemed  to  be  due  to 
its  gravity  alone.  This  led  to  the  experiment  (the 
credit  of  which  belongs  to  Mr.  Fleming,  the  resi- 
dent engineer,  who  I  omitted  heretofore  to  state 
was  place!  in  charge  of  the  work  in  July)  of  al- 
lowing a  rapid  escape  of  the  compressed  air, 
when  the  same  physical  effect  was  produced  as  in 
the  "  pneumatic  process,"  though  proceeding  now 


■iiH 


27 


exhaust,  always  combine  both  the  pneumatic  and 
the  hydrostatic  pressure. 

Many  other  modifications  of  the  apparatus  and 
imperfections,  suggested  and  disclosed  by  our  ex- 
perience at  the  Great  Pee  Dee  migh')  also  be  made 
and  remedied,  which  would  lessen  the  cost  and 
tacilitate  the  process,  which  for  the  sake  of  brevity  . 
I  have  omitted.  "* 

Each  column  has  been  sank  on  an  average, 
thirteen  feet  in  the  sandy  stratum  of  the  bed  of  the 
river.  On  the  29th  of  December  the  seventh  and 
last  cylinder  was  sunk  to  this  depth.  It  is  my 
purpose  if  possible  to  sink  them  to  the  clay  or 
shale  formation  which  underlays  the  sand,  or  into 
the  sand  until  a  resistance  is  attained  equal  to  the 
weight  of  the  cylinders  and  superstructure  of  the 
bridge.  In  addition  to  this  work,  the  labor  now 
to*be  performed,  comprises  the  putting  on  oi  the 
sections  and  caps,  to  raise  them  to  the  required 
height — the  bracing  and  liliiig— every  thing  re- 
quired in  the  place  except  the  caps,  and  they  have 
been  ordered. 

Contracts  have  been  made  for  the  wooden  sup- . 
ports  for  the  draw  and  western  end  of  the  bridge 
heretofore  referred  to,  and  also  for  the  stone  to 
uke  the  place  of  these  temporary  structures. 
The  superstructure  of  the  bridge  and  draw  was 
cojitracted  for  some  time  since,  and  the  contractor 
is  now  eng:kged  in  procuring  the  materials  and 
framing  them.  The  arrangements  which  have 
been  made,  bid  fair,  should  no  untoward  event 
occur,  to  insure  the  completion  of  the  bridge,  and 
the  passage  of  the  trains  by  the  1st  of  September. 

The  cost  up  to  this  time  as  furnished  by  the 
treasurer,  for  the  cylinders,  apparatus  and  labour 
is  $31,889  39  to  which  may  be  added  for  the  caps 
yet  to  be  purchased,  the  tilling,  bracing,  outstand- 
ing bills  and  contingencies  $10,000  or  in  even 
numbers  S42,000,  for  the  cost  of  the  seven  columns 
of  cylinders  when  ready  for  the  reception  of  the 
superstructure  of  the  bridge.  The  cylinders  and 
most  of  the  apparatus  were  obtained  at  the  West 
Point  Foundry,  to  whose  scientific  and  accom- 
plished  proprietor  R.  P.  Parrott,  Esq.,  I  take  this 


from  hydrosUtic  pressure  alone..  The  column  ofj  occasion  to  acknowledge  my  indebtedness  for  many 
water  on  the  outside,  opposed  by  no  resisting  me- 
dium within  the  cylinder,  rushed  in,  seeking  ts 
level,  with  a  scourijg  impetus,  which  excavated 
the  sand  beneath  the  edge  of  tho  cylinder,  when 
it  sunk  into  the  displacement  by  the  force  of  its 
gravity.  The  succe«s  of  this  process,  however, 
supposing'  always  a  sufficient  depth  of  water,  isl 
mainly  dependent  upon  the  character  of  the  ma-' 
terial  operated  upon.  If  it  be  other,  than  open 
sand,  or  sand  intermixed  with  vegetable  matter, 
mica,  or  other  light  substance  of  a  compres-sible, 
or  yielding  nature,  little  or  no  effect  would  bei 
produced. 

In  the  operations  in  England,  owine,  as  I  sup-! 
pose,  to  the  incompressible  character  of  the  beds 
of  the  streams  in  wni^h  the  "  pneumatic  process" 
was  applied,  no  mention  is  made  of  any  settle-: 
ment  of  the  cylinders  by  hydrostatic  pressure 
alone,  but  only  that  they  descended  when  the' 
compressed  air  was  e.ised  off  through  t  je  space 
excavated  below  the  edge  of  the  cylinder. 

In  the  management  of  another  operatloii  similar 
to  that^t  the  Great  Pee  Dee,  I  would  so  construct 
the  air  lock  as  to  make  it  answer  the  double  pur 
pose  of  a  cap  for  exhausting  and  compressing  the> 
air  in  the  cylinder,  and  thus,  upon  the  escape  of 
the  compressed  air,  by  a  timely  application  of  the 


*  In  the  "  pneumatic  process,"  the  pressure  of 
the  atmosphere  on  the  surface  of  the  water  aronndi 
the  cylinder,  combined  with  the  hydrostatic  pres-j 
sure,  destroys  the  friction  within  and  without,  and 
acting  on  the  bed  of  the  river,  causes  the  suctioi^ 
and  the  excavation  displacement,  before  spoken 
of,  under  the  bottom  edge  of  the  cylinder,  whilq 
the  pressure  of  the  atmosphere  on  the  cap,  added 
to  the  weight  of  the  cylinder  and  cap,  forces  it 
down,  so  that  we  have  the  force  of  air,  water,  anc^ 
gravity,  all  combined ;  the  force  of  the  first  being 
dependent  upon  the  perfection  of  the  vacuum  in 
the  cylinder  and  the  area  of  the  cap ;  the  secondj 
on  the  depth  of  the  river,  and  the  third,  on  thd 
weight  of  the  cylinder  and  cap.  ^ 


valuable  hints  and  suggestions,  and  my  obligations 
to  him  for  his  liberality  in  making  the  experiment 
of  the  "  Pneumatic  Process  "  at  his  foundry,  which 
satisfied  some  dojbts  and  influenced  in  a  great 
degree  my  adoption  of  the  plan.  It  is  worthy  of' 
remark  that  not  the  slightest  accident  has  oc- 
curred. * 

The  material  for  filling  the  cylinders  is  a  subjeet 
which  has  occupied  my  most  serious  and  anxious 
consideration. — The  more  so,  in  consequence  of  ita 
having  been  stated  in  the  reports  of  the  company 
that  they  would  be  tilled  with  concrete,  when  it 
has  from  the  beginning  been  my  purpose  to  place 
the  superstructure  on  the  rims  of  the  cylinders 
and  fill  them  with  sand,  or  as  future  developments 
may  direet,  with  a  column  of  concrete  at  the  bot- 
tom sufficient  to  resist  the  statical  pressure  from 
without.  In  arriving  at  this  determination,  while 
the  comparative  cost  of  different  materials  and 
plans  was  kept  in  view,  it  had  but  little  weight,  iu 
my  estimation,  compared  with  permanency  and 
durability,  the  essential  pre-rcquisites  in  all  works, 
and  especially  so  in  the  important  work  under 
consideration 

My  inquiries  therefore  were  mainly  directed  to 
the  discovery  of  the  elements  which  would  impart 
these  important  desiderata  and  then  their  applica- 
tion to  the  most  economical  plan.  This  investiga- 
tion led  me  to  consider — first,  whether  I  would 
place  the  superstructure  on  the  metallic  ring  of 
the  cylinders  or  on  some  material  with  which  the 
cylinders  might  be  filled :  the  consideration  of 
this  question  uecessaiily  involved  the  diameter  of 
the  cylinders,  which  for  prudential  considerations, 
as  I  was  making  the  first  experiment  in  the  coun- 
try of  sinking  large  cylinders,  I  fixed  at  six  feet 
exterior,  and  for  reasons  that  will  hereafter  be 
given,  five  feet  eight  inches  interior  diameter.  I 
will  state  in  this  place,  that  one  of  my  reasons  for 
deciding  upon  six  feet  external  diameter  was  that 
whatever  internal  diameter  might  be  determined 
upon,  sufficient  space  would  be  left  in  the  hollow 
part  for  the  men  to  work  in,  ahoold  it  become  ne- 
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.  cessary  to  enter  the  cylinder  to  remove  obstruc- 
tions. Six  ftHt  being  then  the  limit  of  the  diame- 
ter the  question  arose  whether  columns  of  masonry 
or  coDcreU!  would  aflord  a  sufiiuieitt  support  for 
the  bridge,  in  the  event  that  the  iron  casing  should 
in  the  lapse  oftinie  crumble  away.  I  came  to  the 
conclusion  that  they  would  not  possess  suihcient 

.  ttability,  and  if,  after  all,  reliance  had  to  be  placed 
on  the  durability  of  the  metal  composing  the  cy- 
lindrical rings,  it  was  unnecessary,  if  a  cheaper 

'  substance  would  answer  as  well,  to  incur  the  ex- 
pense of  masonry  or  concrete ;  secondly,  it  now 
become  necessary  to  consider  the  resistance  op- 
posed by  the  sand  and  gravel  or  ciay  on  which 
the  cylinders  will  rest,  to  their  sinking  therein, 
Also  whether  the  cylinders  possess  sufficient  stabi 
lity;  and  resistance  to  compression  and  tiexure 
Under  the  first  bead,  we  have  the  experiments  of 
Mr.  Charles  Fox  as  given  in  evidence  before  the 
select  committee  of  the  House  of  Commons  on  the 
Westminster  Bridge.  The  experiment  was  made 
upon  cylinders  six  feet  in  diameter,  and  to  ^e  Mr. 
Fox's  own  words  "  we  put  on  the  top  of  the  cylin- 
der 100  tons  ot  rails,  but  we  could  get  no  depres- 
sion, except  some  three  quarters  of  an  inch,  which 
was  done  by  the  iittlc  compression  that  you  would 
have  from  the  weight  of  the  edge  of  the  cylinder 
on  the  gravel."  Now  as  a  hundred  tons  will  never 
be  thrown  upon  any  of  the  columns,  and  as  the 
bottom  upon  which  they  will  Unally  rest,  will  be 
as  incompressible  as  that  experimented  upon  by 
Mr.  Fox ;  other  things  being  equal  the  cylinders 
actually  require  no  lilling.  By  ihu  practical  for- 
mula* of  Aodgkinson  in  Mr.  Edwin  Clark's  work 
on  th»  Britannia  and  Conway  Tubular  bridges,  it 


will  be  found  that  cylinders  six  feet  in  diameter,  L^jy^jj  above 


foul,  aud  at  various  temperatures,  upon  cast  iron, 
wroueht  iron  and  steel  has  been  experimentally 
investigated  by  Mr.  Robert  Mallet,  civil  engineer 
and  Ms  R.  I.  A.  at  the  request  of  the  British  As- 
sociation for  the  advancement  of  Science ;  aud  the 
results  published  among  the  reports  of  the  associa- 
tion for  the  years  1838,  1840,  Amongst  his  ex- 
periments, ho  subjected  a  large  number  of  speci- 
mens of  cast  iron  to  the  action  of  clear  fresh  wa- 
ter for  the  space  of  381  days,  viz  :  from  the  4th  of 
August  1838  to  20th  of  August  1839.  The  specimens 
each  five  inches  square  and  one  inch  thick,  were 
arranged  in  a  box  and  sunk  to  the  bottom  of  the 
river  Lifly  above  tidal  limits,  in  a  running  stream 
varying  with  the  season  from  3  to  6  feet  in  depth 
— bottom  line  granite  sand — temperature  from 
32°  to  68°  Farenheit. 

The  specimens  weighed  on  an  average  42,000 
grs.,  and  the  following  are  the  average  results  of 
the  corrosive  action  of  the  air  and  water,  upon  the 
square  inch  of  surface  expressed  in  grains,  and 
decimals  of  a  grain  : 

Clear  Water.  Foul  Water. 

Chilled  Cast  Iron 1,372  6,478 

Cast  in  green  sand 1,027  4,283 

No.  2  bar  iron 1,34  7,3 

Cast  iron,  skin  removed    2,59  6,83 

Mr.  Mallet  also  subjected  specimens  to  the  ac- 
tion of  foul  water,  within  tidal  limits,  in  mid 
stream  of  the  LiflTy  at  Dublin,  opposite  the  junc- 
tion of  Poddle  river  therewith  ;  depth  4  feet  at  ebb 
and  15  to  20  feet  at  flood  tide— the  water  fresh  at 
ebb  tide,  and  veiy  brackish  at  flood — bottom  soft 
putrid  mud— temperature  3G°  to  61°  F't.  The 
results  for   389  days   are   placed  in  the  second 


two  inches  thick  and  fifty-five  feet  in  height,  (in 
round  numbers,  the  height  of  the  columns,  at  the 
Great  Pee  Dee,)  possess  a  resistance  to  compres- 
sion, flexure  and  crushing,  six  hundred  and  seventy- 
seven  times  greater  than  they  will  ever  be  sub- 
jected to  by  the  dead  weight  of  the  bridge,  com- 
bined with  that  of  the  passing  trains.  Hence  the 
determination  to  give  to  the  cylinders  an  internal 
diameter  of  five  feet  eight  inches,  and  consequently 
a  thickness  of  two  inches.  Third,  the  stability  of 
the  piers :  upon  this  subject  1  had  fully  satisfied 
my  nund,  before  the  work  was  commenced.  But 
without  referring  to  the  evidence  or  entering  upon 
the  train  of  reasoning  which  wrought  this  convic- 
tion, it  will  suffice  to  state,  in  the  August  fresh, 
the  first  cylinder,  the  one  that  had  caused  so  much 
anxiety  and  apprehent>ion,  withstood  a  lodgment 
of  drift  thirteen  feet  deep  where  it  rested  against 
the  cylinder,  four  hundred  feet  long  and  in  breadth 
more  than  half  the  width  of  the  river,  a  slight  in- 
clination being  the  only  eflect  produced.  This 
accumulation  was  caused  by  the  camel  which  was 
moored  just  below  and  touching  the  cylinder,  with 
its  square  corners  stretching  out  on-each  side,  and 
as  a  similar  cause  will  probably  never  again  exist 
there  is  no  danger  of  such  a  mass  being  ever 
heaped  up  against  the  piers,  and  if  it  should  be, 
as  a  single  column  stood  the  trial  of  this  immense 
pressure,  no  danger  can  be  apprehended  fron)  a 
failure  of  their  combined  action  and  power  of 
resistance.  Therefore  the  stability  of  the  piers 
may  be  cousiderud  as  placed  beyond  all  question. 
Fourth,  and  a  very  important  coasideralion — 
the  durability  of  the  piers.:  although  the  duration 
of  cast  iron  submerged  for  long  periods  in  fresh 
water  is  not  precisely  fixed,  enough  is  known  of 
the  efiects  of  immersion  to  establish  the  belief 
that  it  extends  to  an  indefinite  period.  The  action 
of  air  and  water  whether  fresh  or  salt,  clear  or 


*  For  hollow  cast  iron  columns  of  any  length 
exceeding  twenty-five  times  their  diameter,  and  of 
any  diameter,  the  practical  formula  for  the  break- 

.  ,  .  .     -.  «  D3.6— <13.6  ^         ,  , 
mg  weight  IS  44.3 jjj —  D.  and  d.  reprcsentmg 

the  external  and  internal  diametei  in  inches,  and 
/.  the  length  in  feet:— 44.2,  the  constant.  This 
formula  applied  to  the  columns  at  the  Great  Pee 
Dee,  the  external  and  internal  diameters  of  which 
are  72  and  68  inches,  and  length  56  feet— gives 
44,023  tons  for  the  breaking  weight.  "* 


When  the  surfaces  of  the  east  iron  were  pro 
tected,  the  protectors  were  the  following : 

Ist.  2nd. 

Caoutchouc  varnish 7  8 

Best  white  lead  paint 8  7 

Copal  varnish 4            1 

Asphaltura  varnish »  ;i.i .  8  2 

Mastic  varnish .- V. .'. .  10  9 

Swedish  tar 9  10 

3  parts  wax  and  2  parts  tallow. . .  2  4 

Coal  tar  laid  on  hot 1  8 

Turpentine  varnish ^  6 

Drying  oil 6  G 

The  order  of  protective  power  against  the  ac- 
tion of  clear  water  is  given  in  the  first  column, 
and  against  the  action  of  foul  water  in  the  second. 
Taking  the  mean  eflect  of  exposure  of  cast  iron 
to  clear  and  foul  water  as  given  in  the  second  item 
of  the  foregoing  table,  which  is  2,665  grains  per 
square  inch  for  381  days— as  a  fair  parallel  case 
to  the  exposure  of  the  cylinders  at  the  Great  Pee 
Dee,  and  the  depth  of  corrosion  in  a  century  on 
the  supposition  that  the  corrosive  process  is  not 
in  time  accelerated,  would  be  about  one  twentieth 
of  an  inch  on  the  outer  surface  when  unprotected. 
As  I  propose  to  seal  the  columns  hermetically, 
there  will  be  no  corrosion  on  the  inside.  The  pre- 
servative means  intended  to  be  applied,  with  the 
farther  consideration  of  the  constant  rapid  current 
of  the  Great  Pee  Dee,  and  the  thickness  of  the 
c>linders,  both  conditions  unfavorable  to  oxida- 
tion, the  corrosion  after  the  lapse  of  a  century 
would  be  still  less,  if  at  all  appreciable. 

Mr.  Mallet  found  in  his  experiments  that  the 
size  of  castings  in  iron,  influences  their  rate  of 
corrosion.    With  castings  a  fourth  of  an  inch  thick 
the  amount  of  corrosion  was  "greatly  more" 
than  in  castings  one  inch  thick. 

The  thinner  castings  cool  faster  and  more  irre- 
gularly than  the  thicker,  hence  they  are  much 
less  homogeneous  and  coptain  dispersed  veins  and 
patches  harder  than  the  rest  of  their  substance ; 
and  hence  as  he  supposes,  the  formation  of  voltaic 
couples  and  accelerated  corrosion. 

For  the  protection  and  preservation  of  those 
portions  of  the  cylinders,  exposed  alternately  to 
the  action  of  air  and  water  occasioned  by  frequent 
swells  and  freshes,  it  is  proposed  to  lise  a  coating 
of  zinc  paint:  for  those  parts  exposed  to  the  effect 
of  the  atmosphere  alone,  a  coat  of  coal  tar  or  lead 


paint  will  be  suflBcient.  Other  expedients  to  pre- 
vent oxidizing  may  be  resorted  to  if  found  neces- 
sary. For  instance  if  there  shonld  be  any  percep- 
tible decomposition  at  the  circle  of  "  wind  and 
water,"  which  I  do  not  apprehend  if  careis  taken 
to  renew  the  coating  of  zinc  paint,  it  may  be 
checked,  and  the  metal  preserved  by  a  belt  of 
gutta  percha.  So  that  having  it  in  our  power  to 
counteract]  by  the  most  simple  applications  any 
tendency  to  oxidation,  no  fears  need  be  appre- 
hended of  a  speedy  dissolution.  The  cylinders 
will  stand  for  ages  to  come,  proud  monuments  of 
your  onterprise  and  perseverance.  • 

Fifth,  as  to  the  material  for  filling  the  cylin- 
ders, the  preceding  arguments  and  citation  estab- 
lish the  fact  that  no  filling  is  absolutely  neces- 
sary, nevertheless  out  of  abundant  precaution,  I 
propose  to  fill  them  principally  with  sand,  which 
by  its  lateral  pressure,  will  present  nearlv  the  same 
power  of  resistance  to  the  weight  of  the  bridge, 
whether  it  be  thrown  directly  on  the  column  of 
sand,  or  on  the  metallic  ring  which  upholds  it. 

Those  who  have  a  curiosity  for  investigating 
the  properties  of  sand,  some  of  which  are  strik- 
ingly paradoxical,  will  find  it  amply  rewarded 
by  turning  to  an  article  on  the  resistance  of  sand 
to  motion  through  tubes,  Vol.  18,  Journal  of  the 
Franklin  Institute. 

Sixth,  there  is  one  other  mode  of  constructing 
the  piers  which  passed  under  review,  and  was  du- 
ly examined.  That  is,  to  make  the  cylinders  sub- 
servient alone  to  the  uses  of  cofler-dams,  and  erect 
the  piers  of  stone.  But  it  proved  upon  enquiry 
that  the  masonry  alone  would  cost  $22  per  cubic 
yard,  besides  subjecting  the  work  to  great  delay. 
This  plan  was  therefore  discarded,  and  instead  of 
assigning  to  the  cylinders  the  subordinate  part  of 
shells  in  the  construction  of  the  piers,  or  as  coffer- 
dams, bury  them  in  the  water  and  conceal  them 
for  ever  from  view,  I  determined  to  rear  them  up 
in  all  their  stately  proportions,  and  give  them  a 
share  in  sustaining  the  superstructure,  thus  com- 
bining, beauty  and  strength,  economy  and  useful- 
ness. 

I  have  shown,  I  think,  that  the  cylinders  pos- 
sess durability,  and  that  the  dimensions  given  them 
in  all  their  parts,  insure  and  combine  sufficient 
stability  and  resistance  to  compression  and  flex- 
ure. They  will  be  sunk  to  a  depth  believed  to  be 
below  the  influence  of  the  current  of  the  river  on 
the  bottom  ;  if  however,  any  washing  or  abrasion 
should  be  observed,  it  is  proposed  to  arrest  it,  by 
covering  the  bed  of  the  river  around  and  between 
the  piers  with  a  layer  of  concrete.  This  remedy 
has  been  frequently  resorted  to  elsewhere  always 
with  success,  and  should  recourse  to  it  become 
necessary  it  will  surely  be  attended  with  a  like 
result.  It  should  be  made  the  duty  of  the  super- 
intendent Of  the  road,  to  make  careful  soundings 
after  each  fresh  for  next  two  years,  and  compare 
them  with  the  soundings  on  file  in  the  office, 
which  show  the  present  depth  of  water  referred  to 
a  given  level,  and  it  would  be  well  to  make  these 
examinations  periodically  for  a  series  of  years. 

The  road  being  now  nearly  completed,  I  con- 
sider it  proper  to  oiler  a  few  remarks  on  th'e  sub- 
ject of"  working  it"  as  it  is  called.  My  attention 
has  been  long  devoted  to  this  important  branch 
of  railroad  operations,  and  some  views  on  the  sub- 
ject were  jnesented  by  me  in  my  report  of  1840, 
at  the  time  when  the  Wilmington  and  Raleigh 
Railroad  had  just  been  completed  under  my  su- 
pervision. 

These  views  might  be  greatly  enlarged,  and  it 
Vould  be  my  pleasure  to  extend  them,  had  not 
this  report  already  reached  a  length  which  I  fear 
will  be  considered  te<lious.  I  will  therefore  de- 
cline the  general  discussion  of  the  question,  and 
beg  permission  simply  to  transcribe  a  leaf  from  the 
report  above  referred  to,  relating  particularly  to 
the  current  expenditures  and  the  importance  of 
details  and  minutiae  in  those  expenditures.  This 
important  division  of  the  subject  of  railroad  man- 
agement of  "  working,"  as  I  observed  on  the  occa- 
sion above  alluded  to,  "  comprises  the  purchase 
of  rails,  spikes,  &.;  the  renewal  of  them — ^the  lev- 
elling up  ofUje  road— the  filling  up  of  the  abra- 
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sions  and  washes  in  the  embankments  and  slopes 
of  the  excavations — the  cleaning  out  and  opening 
of  the  ditches— the  coctracting  for  labor  and  pro- 
visions— collecting  and  arranging  under  different 
beads  a  monthly  exhibit  of  the  materials  on  hand, 
the  quantity  consumed,  the  cost  and  expenditures, 
the  amount  of  labor  rendered  and  the  particular 
objects  to  which  directed.  The  locomotive  expen- 
ditures should  exhibit  the  number  of  miles  travel- 
ed by  each  engine ;  the  wages  of  engine  runners, 
machinists,  blacksmiths,  firemen  and  laborres ;  the 
cost  of  materials,  waste,  tools,  wood,  oil,  tallow, 
brass,  copper,  iron  ;  the  repairs,  and  nature  there- 
of, which  should  also  be  shown  in  the  car  and 
coach  repairs. 

In  the  transportation  department  the  expendi- 
tures should  show  the  pay  of  assistants,  clerks, 
train  agents,  train  hands ;  the  cost  of  stationary, 
advertisuig,  printing,  losscs^&c;  every  item  should 
be  distuictly  and  clearly  specified.  Then  follows 
the  classifying  and  arranging  of  them  under  ap- 
propriate heads,  so  as  to  exhibit  the  receipts  and 
expenditures  in  each  department ;  and  finally  the 
income  should  be  brought  down  and  laid  before 
the  board  on  a  balance  sheet.  At  first  view  these 
details  may  seem  to  be  oiiorous,  and  to  involve  an 
expenditure  and  consumption  of  time  without  any 
corresponding  advantage ;  but  with  printed  forms 
these  multifarious  and  apparently  complicated 
particulars  are  recorded  with  more  facility,  and 
with  less  reflection  than  is  retiuired  to  make  an 
entry  in  a  merchant's  day-book — simply  a  few 
figures  in  the  proper  column  registering  the  facts ; 
without  which  the  company  cannot  judge  of  the 
economy  and  propriety  of  the  expenditures  of  the 
agents. 

Nothing  will  lend  so  much  to  keep  down  the 
expenses  of  the  company,  as  a  periodical  exhibit 
of  these  statistics.  They  are  to  the  company, 
what  tho  day-book,  journal,  and  ledger  are  to  the 
merchant.  They  show  the  cost,  the  receipts  and 
and  expenditures  in  detail,  the  only  way  in  which 
extravagance  and  bad  management  can  be  made 
apparent ;  and  it  would  be  well  if  the  railroad  com- 
panies throughout  the  country  were  to  unite  in 
some  f'lrm  of  account  presenting  the  receipts  and 
expenditures  in  the  detail  which  I  propose.  This 
would  act  as  a  salutary  check,  and  incite  a  spirit 
of  emulation  among  the  managers,  that  would 
prove  beneficial  to  tlicm,  and  to  the  whole  railway 
system." 

These  recommendations  were  the  result  of  much 
practica'.  experience  at  the  time  they  were  made 
— subsequent  experience  and  observation  of  four- 
teen years  fully  confirm  them.  With  proper  forms 
and  headings,  they  can  be  carried  into  practical 
operation  without  the  addition  of  a  single  agent 
over  and  above  those  ordinarily  emplo3'ed  on  railr- 
roads.  I  commend  them  to  your  favorable  considera 
tion,  being  fully  convinced  that  agreat  saving  would 
be  effected  by  their  adoption. 

In  conclusion,  allow  me,  gentlemen,  to  cougrat- 
ulato  you  on  the  near  completion  of  your  road. 
Like  nearly  all  of  our  southern  works,  it  owes  its 
origin  and  success  to  the  determined  will  and  un- 
tiring energy  of  a  few  public  spirited  individuals. 
And  to  none  is  it  more  indebted  for  its  existauce 
than  to  yourselves;  there  have  been  occasions  of 
frequent  occurrence  where  the  least  despondency 
would  have  proved  fatal  to  the  enterprise.  In 
hands  less  bold,  determined,  and  fruitful  of  expe- 
dients, and  resources,  it  would  have  been  long  be- 
fore this  last  important  "  link  in  the  chain  of  rail- 
road communication  between  the  north  and  the 
south"  would  have  been  completed. 

The  benefits  conferred  by  railroad  facilities  now 
so  well  known  and  understood,  as  to  render  it  un- 
necessary to  dwell  upon  them  here,  have  already 
to  agrcatexlent  beenrelised  by  your  road.  Lands 
have  advanced  in  its  vicinity  to  an  amount  ex- 
ceeding its  cost;  capital  and  labor  have  been  at- 
tracted from  Virginia  and  the  north  eastern  por 
tions  of  North  Carolina  to  the  line  of  the  railroad, 
the  products  of  which  it  is  estimated,  will  furnish 
fifty  thousand- tons  of  transportation,  and  this  is 
Baid  to  be  bat  a  small  portion  of  the  accumulated 
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wealth  which  will  seek  investments  in  the  country 
bordering  on  the  road.  j 

The  prospects  therefore,  are  that  the  way  btisj- 
ness  and  travel  will  sustain  the  road  and  make  th^ 
stock  productive.  Rival  roads  may  turn  off  H 
portion  of  the  through  travel,  but  with  what  ma^ 
be  termed  the  "  air  line"  connection  with  August^ 
at  the  Camden  Branch,  and  the  railroad  commi^- 
nication  direct  to  Savannah  from  Branchville,  both 
of  which  have  been  chartered,  and  will  doubtless  be 
accomplished,  your  road  cannot  fail  to  command 
a  large  portion  of  the  travel  from  the  southwes^. 
So  that  there  can  be  no  doubt  of  ample  remuner- 
ation to  the  stockholders. 

Having  been  retained  and  continued  in  your  sei^- 
vice  for  some  time  past,  particularly  on  accour^t 
of  the  important  work  at  ihe  Great  Pee  Dee,  thb 
principal  diflSculties  of  which  are  now  oveii- 
come,  I  respectfully  tender  my  resignation  of  th0 
office  of  Chief  Engineer  of  the  company,  to  take  e 
feet  on  the  1st  of  February. 

I  beg  leave  to  avail  myself  of  the  occasion 
my  retiring  from  your  service,  to  express  my  higfc 
appreciation  of  the  confidence  which  you  as  well 
as  the  .stockholders  have  always  manifostcd  t<J- 
wards  me,  and  to  offer  my  good  wishes  for  th^ 
prosperity  of  the  company. 

I  am  gentlemen,  very  respectfully. 
Your  obedient  servcnt, 
WALTER  GWYNN, 
V   /      Chief  Eng.  W.  &  M.  R.  R.  Co. 

Junction  if  ailroad. 

We  copy  from  the  Connersville  Times  the  fol- 
lowing account  of  the  condition  and  prospects  ojf 
the  above  road.  ' 

The  Junction  railroad,  extending  from  Indianai- 
polis  by  way  ofRushville,  Connersville,  Libcrtif 
and  Oxford  to  Hamilton,  where  it  connects  wittt 
the  Cincinnati,  Hamilton  and  Dayton  railroad,  ha$ 
been  inider  contract  and  in  process  con.strnctiori 
for  more  than  a  year  past.  It  was  originally  iu* 
corporated  by  the  Legislature  of  Indiana  in  Fe 
ruary,  1818.  In  March,  1849,  the  Legislature 
Ohio  granted  the  right  of  way  to  the  company 
extend  its  road  to  Hamilton,  and  granted  to  th( 
company  all  the  rights  and  privileges  conferred 
by  the  eencral  law  of  Ohio,  passed  in  February^ 
1818.  In  February,  1853,  the  road  was  extended 
fiom  Rushville  to  Indianapolis  under  the  general 
railroad  law  Indiana;  and  in  March,  1863,  the 
Legislature  of  Indiana  conferred  upon  the  coial 
pany  additional  special  privileges.  The  charter  of 
this  company  is  of  the  most  liberal  character.  It 
is  not  restricted  by  individual  liability,  or  an| 
other  illiberal  provisions,  which  must  destroy  thi 
value  of  the  stock  in  any  road  organized  undej- 
the  new  constitution  of  Ohio.  A  portion  of  Ihi 
Junction  road  was  put  under  contract  in  Januarjt' 
1853;  and  at  a  subsequent  period,  the  residue  of 
the  road  from  Indianapolis  to  Hamilton  was  plaj- 
ced  under  contract.  There  is  now  a  large  force 
upon  every  division  of  the  road,  and  work  to  thi 
amount  of  more  than  $300,000  has  been  done  by 
the  contractors. 

The  citizens  of  Cincinnati  have  taken  more  tha^ 
six  hundred  thousand  dollars  of  stock  in  the  Junc^ 
tion  road,  a  considerable  portion  of  it  in  cash  sub- 
scriptions ;  and  the  citizens  of  Indianapolis  hav^ 
about  one  hundred  thousand  dollars  of  stock  ia 
the  road. 

The  Junction  railroad  from  Hamilton  Indiana 
polls,  less  than  one  hundred  miles  in  length,  will 
cost,  when  finished  in  complete  running  order, 
$2,130,000.  There  are  no  tunnels,  sharp  curves^ 
or  high  grades  upon  this  road.  Eighty-five  raiict 
between  Hamilton  and  Indianapolis  are  straight 
lines. 

The  local  business  of  the  road,  passing  as  it  doe$ 
through  flourishing  towps  surrounded  by  a  rich 
and  highly  cultivated  country,  cannot  certainly 
be  exceeded  by  any  other  road  between  Cincini 
nati  and  Indianapolis.  The  contract  of  the  com* 
pany  with  the  Cincinnati,  Hamilton  and  Dayton 
road,  secures  the  conveyance  of  passengers  and 
freight  between  Indianapolis  and  Cincimiati  with- 
out change  •fears  or  dela^. 
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The  whole  amount  of  stock  subscribed  to  the 
Junction  railroad  is  now  more  than  two  millions 
of  dollars,  of  which  the  stock  taken  by  th^  con- 
tractors, and  the  cash  subscriptions  amountjto  six 
hundred  thousand  dollars.  The  right  of  wa|y  has 
been  obtained  npon  nearly  tlie  whole  line,  ai)d  the 
work  is  progressing  so  as  to  give  assurance  ihat  it 
will  be  completed  at  an  early  day.  | 

Rattan's  Patent  Railroad  Car  VcnUlitor. 

There  is  one  car  running  on  the  direct  Iroute 
between  New  York  and  Buffalo,  to  wbi^h  we 
would  invite  the  attentioti  of  the  world,  is  the 
most  complete  and  perfect  traveling  vehi^e  yet 
devised.  The  width  allows  ample  room  f(^r  the 
fullest  comfort  of  every  pa-ssengcr,  and  tbe  ele- 
gance and  luxury  of  its  furni^shing,  commonito  all 
the  exitiess  passenger  cars  of  that  line,  raise!  it  at 
once  fully  to  the  level  of  any  traveling  equipage 
extant,  while  the  perfect  operation  of  the  ventila- 
tor a^et  fitted  only  to  this  single  carriage,  eiitirely 
removes  the  sense  of  fatigue  usually  attendant  on 
a  protracteil  journey.  The  inventor  of  tips  ar- 
rangement, ihnry  Ruttan,  Esq.,  of  Coburg,  Cknada 
West,  without  laying  claim  to  great  scientific  ac- 
quirements, or  to  any  extensive  expeiienceip  con- 
structing such  devices,  has  practically  solved  the 
problem  of  perfect  ventilation  without  too  knuch 
cooling  the  iuti'rior  of  a  car  in  severe  cold  we|itber. 
The  air  is  received,  warmed,  and  exi)elled  I  by  a 
simple  combination  of  fixed  apparatu.<<,  without 
any  delicate  mechanism  liable  to  be  disordered, 
and  in  such  a  manner  as  to  insure  a  proper  and 
very  nearly  even  temperature  in  all  parts  ♦f  the 
car.  On  the  occasion  of  a  recent  journey  ovtr  this 
road  our  attention  was  attracted  to  this  ventjlator, 
which  elicited  the  warmest  commendation!  from 
the  paa.sengers  and  from  all  employed  on  tholtrain. 
It  is  intended  to  supply  in  summery  pleiity  of 
pure  cool  air,  free  from  dust  or  other  ann<yaDces; 
but  of  its  perforraaniXM.  in  that  re.spect  wp  can 
speak  but  theoretically,  not  having,  as  ip  its 
winter  application,  any  positive  proof  of  itk  effi- 
ciency In  this  individual  case  it  amMara  some- 
what more  cumbrous  and  powerful  ilfitu  is  neces- 
sary iu  wint<^i,  though  none  too  much  so  forjsum- 
mer  weather.  The  fresh  pure  air  is  caught  I  by  a 
projecting  box  or  cap  on  the  center  of  the  roof,  and 
conveyed  down  a  passage  on  the  inside  of  thjs  car, 
throjigh  the  floor,  to  a  shallow  tank  b'.'iieath. 
Spreading  out  here,  it  deposits  its  cinders,  md  to 
a  considerable  degree  its  smoko  and  du»t,:a(V?r 
which  it  rises  through  the  stove — which  is  of  Pecu- 
liar construction,  on  the  principle  of  a  hot-a^  fur- 
nace—and is  projected  in  every  direction  frohi  the 
top  of  the  stove  into  the  car.  The  opening  lor  its 
escape  again  from  the  interior  to  the  open  m'r  is 
near  the  floor,  and  the  current  *if  wann  fopl  air 
is  conveyed  under  the  entire  length  of  the  car, 
completely  )irotecting  the  feet  of  the  passetogers 
from  the  influence  of  the  external  cold.  Having 
completed  this  circuit,  it  is  carried  up  thioui^b 
suitable  pas.sages  and  allowed  to  escape  fqom  a 
cap  on  the  top.  Tiiese  ejecting  caps  are  atl  each 
cud  of  the  ear,  to  allow  of  running  in  each  direc- 
tion, and  are  closeil  by  li^ht  self-acting  valves, 
opening  outward.  The  current  induced  bt  tho 
rapid  motion  through  the  air  closes  the  valte  on 
tbe  forward  and  opens  that  on  the  hinder  ont,  and 
each  valve  i?  so  balanced  by  a  short  loaded  llever 
or  tumbling  bob,  that  the  weight  tends  equi^ly  to 
hold  either  open  or  closed.  It  results  froi^  this 
contrivance,  (which  may  appear  paradoxical  to 
some,  but  is  easily  constructed  by  any  mechinic,) 
that  whichever  position  the  valves  may  assuine  in 
the  most  rapid  motion,  will  be  maintained  until 
the  motion  is  revensed.  The  openings  from  these 
ejectors  or  exhausting  boxes  into  the  cars  are  con- 
trolled by  hand,  but  the  only  effect  of  exhaust- 
ing direct  from  either  end  may  be  ah  unpleasant 
cooling  of  the  floor.  The  temperature  afc  the 
front,  middle  and  rear,  on  one  oocasioo,  wM  re- 
spectively 65,  75  and  69  degrees,  and  on  another, 
72,  9t),  and  79  degrees,  the  thermometers  being  in 
the  tirst  trial  exposed  .at  each  tnd  of  the  car  to  an 
intimate  contact  with  the  cold  window,  aad  in  the 
second  exposed  ia  the  middle  to  direct  ri^iiant 
heat  from  the  stove.    A  third  trial,  imder  fa|rora- 
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Lie  conditions  for  testing 
air,  gave  72,  72, 


the  actual  temperature 
of  the  air,  gave  72,  72,  72  degrees,  in  the  three 
,  locations,  above  the  heads  of  the  passengers, 
while  a  thermometer  laid  in  the  passage  way  near 
the  end — in  the  location  usually  occupied  by  a 
stratum  of  cold  air  flowing  from  the  crack  under 
the  door — indicated  65  degrees  Fahrenheit.  Ano- 
ther trial  gave  62,  65,  65  degrees  at  the  top,  and 
.  G6  degrees  on  the  floor,  the  increased  tcmj>erature 
being  probably  due  to  some  accidental  chance. 
We  have  been  thus  particular,  because  facts  rather 
than  theories  are  what  is  now  required  in  regard 
to  ventilation,  and  the  feelings  cannot  well  be 
trusted.  A  few  comparisons  having  established 
the  evident  offensiveness  of  the  unventilated  cars 
in  the  train,  the  senses  alone  might  perhaps  be 
ready  to  accord  unmerited  praise  to  Mr.  Rultan's 
invention. 

The  apparatus  is  capable  of  various  modiflca- 
tions  in  the  details  and  location  of  the  parts, 
Bevp^al  of  which  the  inventor  proposes  soon  to  in- 
troduce. The  shallow  water  tank  undOTneath 
should  in  summer  be  of  the  greatest  practicable 
area,  and  provided  with  gratings  or  their  equiva- 
lents, to  be  kept  wet  by  motion  of  the  car,  so  as  to 
present  the  largest  possible  amount  of  water  sur- 
face to  collect  the  dust  from  the  air.  If  this  por- 
tion of  the  apparatus  can  be  worked  as  efficiently 
as  the  warming  and  ventilating  is  now  performed, 
railroad  traveling  in  summer  will  begin  to  assume 
the  comfort  and  character  of  a  respectable  and 
dignified  employment,  instead  of,  as  at  present, 
inducing  the  appearance  of  a  sheep  stealer,  or  at 
least.of  a  coal  heaver,  in  every  unfortunate  who 
is  compelled  to  travel  either  for  business  or  plea- 
sure. From  present  appearances,  any  company 
adopting  these  ventilators  will  have  little  difficulty 
in  monopolizing  all  the  pleasure  travel,  provided  | 
they  are  always  as  successful  as  the  one  under 
consideration. 
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Report  or  the  Pennsjrlvunia  Railroad. 

1  he  following  statement  shows  the  tonnage  of  articles  received  at,  and  sent  from  Philadelphia,  via 
the  Pennsylvania  Railroad,  4uring  the  year  1853.  The  statement  will  constitute  an  interesting  com- 
parison with  the  business  of  similar  routes. 

Sent  from 
Philadelphia 
to 
■    ■'•,;•_•■       Pittsburg. 

Agricultural  Implements, ............  1.  ^ 

Boots,  shoes,  hats,  &c 5,102,305 

Books  and  stationery, 1,831,008 

Butter,  eggs,  &c., 502 

Brown  sheeting  and  bagging, 2,647  250 

Bark  and  sumac, 

Cedarware, 81,908 

Confectionery  and  foreign  fruits, 809,768 

Coflfee , 1,232^574 

Cotton, 

Coal .'.'.* 

Camphine  and  burning  fluid, 

Copper  and  tin, 192,061  63,437 

Dry  goods 33,070,486  440,680 

Drugs,  medicines  and  dyeBtnflTs 2,782,757  55  492 

Fresh  meats,  poultry  and  fish, 6000 


Received  at 
Philadelphia 
from 
Pittsburg. 
118,038 

'  105,116 
856,067 


10,407 


893,036 
4.500 


Sent  from 
Philadelphia 

to 
Way  Stations. 
43,638 
457,889 
183,990 

'       "164,277 

i  12,281 

294,046 

961,048 

13,203 

18,087 

61,915 

192,519 

2,640,919 

829,681 


Received  at 

Philadelphia 

from 

Way  Stations. 

31.622 

"  26,276 
1,602,100 

'998,686 


6,385,480 


i 


Condition  of  the  Cnmherland  Coal  and  Iron 
Company. 

Andrew  MehafTey,  Esq.,   the  President  of  this 
company,  has  issued  a  circular,  dated  April  20th, 
•  which  contains  the  following  interesting  statement 
of  its  present  condition : 

^Railroad,   Rolling  Stock,   Mino  Cars, 

Machinery,  &c. S"575,316.65 

'Canal    Boats,    Steamers,    Schooners,     f 
Barges,  and  other  Personal  Proper- 
ty, Real  Estate,  in  the  cities  of  Cum- 
berland, Alexandria  and  Baltimore,  404,079.42 
Mining  Land:*,  Improvements   at  the 

Mines,  &c., 4,51)5,807.71 

Cash  Assets,  Bills  Receivable,  and  Bal- 
ances due  on  Accounts, 267,197.82 


;.:::,:=::         •,  ■■■■■:.  S5,902,491.60 

2,822  Shares  of  the  capital  stock  belong  to  the 
company. 

The  property  comprises  12,000  acres  of  coal, 
lands,  on  which  6  mines  have  been  opened  and 
worked  ;  11  miles  of  locomotive  railro<id,  extending 
from  the  company's  mining  village  of  Eckhart  to 
CuMibeilan  1,  and  connecting  with  the  Chesapeake 
and  Ohio  canal  and  the  Baltimore  and  Ohio  rail- 
road; mine  railways  extending  from  main  track 
into  each  opening;  6  locomotivt-s;  70  hopper  and 
gondola  cars ;  40*0  mine  cars ;  horses,  implements 
and  machinery  for  mining  2,000  tons  of  coal  daily  ; 
several  acres  of  land  in  Baltimore  and  town  of 
Cumberland;  extensive  wharves  and  wharf-room 
at  Alexandria;  44  barges,  of  200  tons,  plying  in- 
land from  Baltimore  to  Philadelphia  and  New 
York,  built  by  the  company  within  the  past  year; 
54  canal  boats  on  the  Chesapeake  and  Ohio  canal ; 
and  12  sailing  vessels,  of  from  200  to  600  tons  bur- 
then. 

The  company  has  no  floating  debt.  I^s  bonds, 
origmally  $825,000,  were  anticipated,  paid  and 
cancielled  to  the  amount  of  $288,000,  leaving  out- 
sUnding  S537,000. 

Since  the  resumption  of  work,  the  company  has 
already  dispatched  a  daily  average  of  833  tons  of 
coal  to  market,  and  is  constantly  increasing  the 
quantity. 


*'>o"r 20,125,144 

Feathers,  furs  and  skins, 

Furniture  and  oil  cloth, 651,442 

Glass  and  glassware, 442,881 

Green  and  dried  fruits, 

Grass  and  other  seeds, 

Grain  of  all  kinds, 

Groceries,  (except  coffee,") 1,894,202 

Ginseng, .\_, 

Hardware 4,885]946 

Hides  and  hair, 

Hemp  and  cordage, 124,110 

Iron,  rolled,  hammered,  &c. 227,500 

Iron,  blooms  and  pig .'. . . 

Livestock, .       326,365 

Lead  and  shot 9,862 

Leather 865,898 

Lard,  lard-oil  and  tallow, 

Lumber  and  timber, ^ 

Machinery,  castings,  &c. 2,491,490 

Marble  and  cement, 778  019 

Malt  and  malt  liquors, 48,406 

Nails  and  spikes 2,000 

0''. 675i885 

Oysters, 218,849 

'*aper  of  all  kinds,  and  rags, 657,833 

Planter, 8*065 

Potatoes,  turnips,  &c., 50,451 

Pot,  pearl,  and  soda  ash 879,197 

Queesnware  and  earthenware, 1,517,487 

Salt  meats  and  fish, 759|955 

Soap  and  candles, 13,202 

Tobacco 611,076 

Tar,  pitch  and  rosin, 44,570 

Wines  and  liquors,  foreign, 702,374 

Whisky  and  alcohol 6,185 

Wool  and  woolen  yarn, 36,135 

Miscellaneous, 914,187 


677,368 

39,246 

271,709 

3,210,916 

649,829 

166,047 

109,748 

99,120 

640,704 

209,932 

1,257,429 

174,058 

6,320,166 

21,544 

409,871 

5,292,295 

12,490 

325,272 

25,289 

6,291 


14,758 


45,317 
276,219 
21,034.944 
784,131 
905,335 
1,465 
16,450 
965,231 
2,189,109 
66,437 


209,521 
203,288 

""4,267 

3i673,67"9 

1,'224,759 
1,784,718 

173,626 
1,239,598 

11,200 

59,115 
6,727 

155,964 


1,718,337 

683,842 

181.586 

367,920 

.   442,066 

I    12.728 

**  89,636 
64,227 

**46i,"5*69 
1,264,023 
.     72.554 
286,686 
56,665 
637,026 
^       1,345 
..     53,858 
'  196,603 


61,919 

146 

223,394 

11,906,470 

16,616 

49,117 

610 

392,883 

915,178 

2,973,660 

•'-■f:    8,368 

229,896 
76,890 

"457,417 
1,264,351 
3,856,695 

2,"29"l',866 

94,632 

1,837,168 


■:    3,176 
644,080 


150,672 
*  "45',8i9 


1,185 

13.V16 

7,226 

4,126 


683,856 

214,568 

63,998 


TotalXirst  Class, ; 48,044,035 

Total  Second  Class, 17  030  8''4 

Total  Third  Class 6,315',885 

Total  Fourth  Class, 2,207,773 


2,258,401 

8,984,118 

9,280,964 

67,151.131 


4,650,423 
9,333,668 
3,844,904 
3,476,290 


2,049,436 

1,971,968 

6,041,400 

27,630,264 


Total  during  year.     Pounds, 68,604,217        77,674,604  21,305,286        37,693,158 

The  following  is  a  statement  of  the  monthly  receipts  and  expenditures  of  the  Pennsylvania  Rail- 
road. "^ 


1' 


I^*'*-               '               ■         •    -     .  ■-  Gross  Rec'ts  Expenditure. 

January $236.383  28  8124,729  25 

February, 286,068  49  128,163  20 

March, 811,69192  168,s06  07 

April, 260,334  43  140,637  62 

May 185,767  01  121,94^27 

June 150,320  73  114,986  41 

Ju'y 148,660  84  *170,546  78 

August, 225,312  57  128,764  97 

September, 248.528  10  130,489 

October , 234,198  99  131,862 

November, 237,536  76  132.247 

December, 252,282  36  *181,993 


51 
19 
58 
44 


Net  Rec'ta. 
110,664  03 
156,906  29 
143,385  85 
119,696  81 

63,822  64 

86,282  82 
*21,984  94 

98,647  60 
118,038  59 
102,331  80 
105,289  18 

70,288  91 


♦Including  Stat*  Tax. 


$2,774,889  37 


$1,678,681,  29 


$1,101,206  08 
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The  Treasurer  Keports 

Dolls.       C. 

Amount  received  from  Stockholders,  in  payment  of  Instalments, , 11,228,020  00 

Amount  received  on  account  five  million  loan, 4,491,654  32 

Amount  received  from  Passengers,  Freight,  Mails,  Expresses,  &c., 2,768,769  72 

Temporary  Loans, 693,293  59 


19,081,737  63 


AMOUNT  EXPENDED.  ';•';/:  ^  i  ■ 

EASTERN  DIVISION.     '  ".'        .'"'.. 

Graduation  and  Masonry SI  ,950,642  87 

Superstructure,  Ballast,  Chairs,  Rails,  Ties,  Spikes,  Sills, 

&c., 1,908,236  35 

Engineer  Department 174,686  34 

Land  Damages,  Real  EsUte,  Right  of  Way,  &c., 825,175  09 

Real  Estate  in  Philadelphia  County 344,341  62 

Repairs  Harrisburg  and  Liincaster  Rail  Road, 7,173  41 

WESTERN  DIVISION. 

Graduation  and  Masonry, 1 .  4,315.063  03 

Superstructure,  Ballast,  Chairs,  Rails,  Ties,  Spikes,  Sills, 

&c, 1,145,378  30 

Engineer  Department, : 202,140  10 

Land  damages,  Real  Estate,  Right  of  Way, 149,609  06 

SECOND  TRACK.  '         '      '^-    •■>         ^=.A  ,  ii -;.-.•'  " 

Graduation 429,369  05 

Suoerstructure,  Ballast,  Chairs,  Rails,  Ties,  Spikes,  Sills, 
&c., 723,483  51 

Machine   Shops,   Repair   Shops,   Stations,    Warehouses, 

4,c., 991,966  36 

Locomotives  and  Cars, 1,660,710  01 

Subscription  to 

MarietU  and  Cinciimati  Rail  Road $650,000  00 

Maj'sville  and  Big  Sandy  Rail  Road, 100,000  00      • '  v 

Ohio  and  Pennsylvania  Rail  Road, 150,000  00        -'     - . 

Ohio  and  Indiana,  Rail  Road 300,000  00       •-     ■ 

Springfleld,  Mount  Vernon,  &c., 100,000  00 


4,716,254  08 


5,812,090  49 


1,152,852  59 


Transportation  Expenses,  State  Toll,  Har- 
risburg and  Lancaster  Rail  Road  Toll, 
Interest,  Expenses,  &c., 2,466,209  60 

To  credit  of  cost  of  construction, 302,660  22 

Cost  of  construction,  balance  on   Stockholders'   Interest 
List, •  •  •  •  •  •  ••  •■•••  ••••  ••••  •••• ••  ••••..••.  -••• 


1,300,000  00 

2,768,769  72 
26,768  61 


6,748,209  60   18,429,407  36 


Balance  in  hands  of  Treasurer  and  Agents, . 

[E.  E.] 
Philadelphia,  January  1,  1854. 


662,330  27 
GEORGE  V.  BACON,  Treasurer. 


KeMT  JTersey  Central  RniiroRd. 

The  annual  meeting  of  the  stockholders  of  the 
Central  railroad  of  New- Jersey  was  held  at  Eliza 
bethport  on  the  1st  inst.  The  annual  report  was 
read,  which  gives  the  following  statement,  exhib- 
iting the  condition  of  the  company : 

STATEMENT.  -' 

Total  Receipts  for  last  year$365,832  72 
Ordinary  Expenses 186,622  63  -      ; 

Net  Earnings $179,210  09 

:;  Paid  in  on  Capital  Stock $2,679,936 

Mortgage  Bonds 1,500,000 

Other  indebteness 77,006 

Unpaid  Dividend .«»*•.•  53,131 


ifji' 


Cost  of  Road $1,527,928  35  $3,310,072 

Station-houses,      Shops, 

&c , 83,000  00 

Lands  and  works  at  Eliz- 

abethport 70,663  52 

Ferry  interest  and  boats  189,650  00 

Equipment 263,931  00 

Other  property  and  ma- 
terials    55,049  41 

Reuewab 37,048  88 

Interest 32,211  22 

Cash  and  cash  items ....  46,590  84 


$3,3i;,073 

TUe  stockholders  then  took  into  consideration 


a  supplement  to  their  charter,  passed  by  the  last 
Legislature,  which  was  read  and  accepted. 

The  following  board  of  directors  for  the  ensuing 
year  were  chosen  :  John  S.  Johntson,  J  no.  C 
Greene,  Benj.  Williamson,  Fred.  T.  Frelinghuysen, 
Wm.  E.  Dodge,  Adam  Norris,  John  0.  Stearns,  H. 
D.  Maxwell,  Alfred  Vail.  The  work  of  laying  a 
double  track  is  progressing.  The  Lehigh  extension 
is  in  a  state  of  forwardness  and  it  is  probable 
that  the  connection  will  be  made  so  as  to  bring 
down  coal  before  the  next  ^vint^.  I 


Sandasfcjr  and  Louiavllle  Railroad. 

Sandusky  and  Louisville  Railroad — Con 
TRACT  LET  TO  A.  DeGraff. — Wc  havc  just  learned 
that  the  contracts  for  the  completion  of  the  first 
section  of  the  Sandusky  and  Louisville  road,  from 
Huntsville  to  Piqua,  were  let  Thursday,  to  A.  De- 
Graff,  at  a  price  entirely  satisfactory  to  the  com- 
pany. The  bids  were  numerous.  Energetic  and 
responsible  contractors  from  Kentucky,  Indiana, 
and  other  States  were  among  the  bidders ;  and 
their  estimate  of  the  importance  of  the  enterprise 
was  evinced  by  offers  to  receive  a  large  proportioq 
of  the  stock  of  the  road  in  payment. 

The  first  11  miles,  from  Huntsville  to  DeGraff, 
is  to  be  completed  in  six  months,  and  to  Piqua  io 
ten  months  more.  From  Piqua  to  Eaton,  86  miles, 
the  work  is  well  advanced  and  will  be  ready  fof 
opening  at  an  early  day.  This  will  leave  but  12 
milet  in  Ohio,  to  be  built ;  and  this  12  miles  will, 


of  course,  be  completed  to  connect  with  the  Ho- 
diana  portion  of  the  line,  soon  to  be  let. — Sandt^kyi. 
Register.  f-^ 

Heiir  York  and  St.  Lioals. 

'  It  is  almost  incredible  that  these  two  cities,  ibe 
one  in  the  Mississippi  Valley  near  the  month  of  ithe 
great  Missouri ;  and  the  other  at  the  mouth  of  )the 
Hudson,  on  the  Atlantic,  some  thirteen  hundred 
iniles,  or  more  apart,  should  now  be  placed  wiahin 
less  than  sixty  hours  of  each  other.  It  is  bit  a 
few  years  since  the  same  journey  occupied  as 
many  days,  and  involved  an  expense  in  mobey 
besides,  which  none  but  the  "  favored  few"  cc^ald 
iifford.  But,  now,  three  days  and  twenty-fivi  or 
thirty  dollars  are  all  the  requisitions  necessary  for 
the  trip.  For  particulars  we  invite  att«ntio|i  to 
the  card  of  Mr.  John  F.  Porter,  agent  of  ithe 
Michigan  Southern  Railway,  in  another  coln^un. 

Blortgajifa  Bonds  of  tbe  Uarlcm  Railroad* 

This  Comjtany  are  about  to  consilidate  Uicir 
entire  indebtedness  by  an  issue  of  43,000,000  of 
bonds  which  are  to  constitute  a  first  and  only  7t>tt 
upon  the  road  and  the  jiroperty  of  the  Compkny. 
Of  this  loan,  the  Company  reserve  $J,300,OOCJ  for 
the  exchange  of  all  the  outstanding  ^\&\n  Bl>nds 
of  the  Company  now  in  existence,  ami  propose  to 
dispose  of  the  residue,  One  Million  Seven  Huntlred 
Thousand  Dollars,  for  the  purpose  ot  clischaBging 
all  their  floating  debt,  and  of  payment  of  thq  ex- 
penditure necessary  for  the  full  completion  o^  the 
improvements  now  in  progress  upon  pe  roadj 

The  capiUl  of  the  Comp.iny  paid  iiii  is  Sl,5(w,ObO 
of  Preferred  Stock,  and  $3,C00,0O(|  of  Coilmon 
Stock,  upon  which  regular  dividends  havelbeen 
earned  and  paid  for  the  last  five  yeaiis  of  Eigljt  (8) 
per  cent,  per  annum  on  the  former  Und  Fovk  (4) 
per  cent,  on  the  latter. 

The  receipts  ot  1853  amounted  to  $96^,476, 
being  an  increase  of  twenty -six  (26)  per  centJover 
1852,  and  there  is  no  doubt  a  still  la|-ger  business 
will  be  done  the  present  year.  a  - 

The  amount  paid  in  dividends  on  iitock  th^past 
year,  after  paying  interest  on  the  deft,  was  $264,- 
000,  or  $54,000  more  than  the  intere  it  on  a  fdnded 
debt  of  $3,000,000.  r 

It  would  be  difficult  therefore  t<  find  a  better 
security  than  the  one  about  to  be  crfeaied,  tikiug 
the  past  earnings  of  the  Company  as  a  criteribn.    ;-/' 

But  the  value  of  the  position  occupied  by  the 
Harlem  road,  in  this  city,  has  nci  ,her  bcgkm  to 
be  fully  understood  by  the  public,  lor  felt  i^i  the 
receipts  of  the  road.  While  ^he  up^rard  prcjgress 
of  the  city  threatens  to  drive  back  the  locomotive 
upon  all  other  existing,  or  proposed  routes,  the 
Harlem  will  always  form  an  exception  Ut  lother 
lines.  This  road  can  be  so  constructed  as  to  fallow 
the  trains  to  run,  at  all  times,  at  full  speed,  io  32d 
street,  even  should  the  whole  island  be  cekered. 
with  as  dense  a  population  as  is  fou^d  in  the  lower 
wards.  This  invaluable  privilege,  sj?curcd  t4  it  by 
the  peculiar  location  of  its  line,  aijd  its  capacity 
for  future  improvement,  in  our  oiinion  reinders 
that  portion  of  the  Company's  road  Ion  Manhattan 
Island,  worth  more  than  the  whol^  fundedjdebt. 
Between  the  two  tunnels,  the  track  can,  aticom- 
paratively  trifling  expense,  be  raided  sufliciently 
to  be  above  the  reach  of  the  ordinary  travel. 
When  this  shall  be  done,  the  depot  iwill  be  l(kated 
071  the  elevation  through  which  thfc  lower  tunnel 
is  constructed.  From  that  point,  briinch  roa48  will 
radiate  to  every  part  of  the  city.    The  Coi|ip«ny 
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have  p«id  for  this  advantage  by  the  depreciated 
value  of  the  stock  for  a  long  term  of  years.  But 
this  advantage  is  secured,  and  will  soon  begin  to 
yield  its  fruits.  The  privilege  of  running  a  loco- 
motive train  from  the  head  of  the  island  to  32d 
street,  and  through  what  must  soon  be  one  of  its 
most  densely  inhabited  portions,  is  one,  the  value 
of  which  can  hardly  be  over  estimated. 


American    Railroad  Journal. 


8»turd«yt  tlmy  0,  1804. 


Rallwajr  Farnialiing  Asencjr,  Chlc«|(0,  III. 

Chicago  has  become,  within  the  last  live  yearSj 
one  of  the  greatest  railway  centres  in  the  world, 
and  all  the  roads  terminating  within  her  bounds 
have  located  there  machine  and  repair  shops.  ..It 
is  a  natural  consequence  that  the  demand  for  al- 
most all  kinds  of  stock  and  all  cla.sses  of  equip- 
ment, is  constant  and  large ;  and  much  inconveni- 
ence has  no  doubt  been  experienced  from  the  fact, 
that  there  has  been  no  furnishing  establishment  at 
hand,  from  which  they  could  bo  obtained  at  once. 

There  is  no  longer  any  difficulty  on  this  point, 
however,  as  Mr.  E.  R.  T.  Armstrong  has  recently 
established  there  an  agency,  for  the  express  pur- 
pose of  aiding  both  railway  and  manufacturing 
companies. 

It  will  be  seen  by  reference  to  his  card,  that  Mr. 
Armstrong  designs  keeping  on  hand  such  articles 
as  are  most  required  by  rail>vay  companies,  of  the 
best  manufacture.  There  can  be  no  doubt  that 
he  can  serve  beneficially  both  interests,  with  which 
he  is  most  intimately  connected,  at  the  same  time 
that  he  will  serve  himself 


stock  and  money  Alarliet* 

The  Share  market  for  the  past  week  has  been 
heavy,  though  without  an  excessive  decline  in 
prices.  Money  is  in  more  active  demand  from 
the  wants  of  the  mercantile  community  at  this 
period  of  the  year.  There  is  only  a  nominal  busi- 
ness doing  in  railroad  bonds  on  stock  for  invest- 
ment. In  fact,  for  no  time  for  several  years  pre- 
vious has  there  been  such  a  general  dulness  in  the 
share  and  bond  market,  and  such  an  indisposition 
to  enter  into  new  engagements  involving  the  use 
of  large  sums. 

!  The  coinage  at  the  Philadelphia  Mint  for  the 
first  four  montns  of  the  present  year  is  thus  re- 
ported: 

..      :        Gold.  . 

Double  Eagles .»9,790,920 

Eagles 366,640 

Half  Eagles 333,586 

Quarter  Eagles 554,026 

DoUars 470,881 


Gold $11,615,051 

Silver. 

Half  Dollars $654,000 

Quarters 1,678,000 

Dimes 135,000 

Half  Dimes 60,000 


Silver $2,517,000 

Total $14,032,061 

The  receipts  of  California  gold  this  year  thus  far 
compare  as  follows  with  those  of  last  year : 


1863. 

January $4,962,962 

February 3,548,523 

March 7,533,752 

April '....    4,766,000 


1854. 

$4,201,000 

2,514,000 

3,982,000 

3,442,000 


Railway  Share  List,  ^ 

Compiled  Jrovi,  the  UUcsl  returns — corrected  every  Wednesday — on  a  par  valvAtivn  of  $100. 


NAME  OF  COMPANY. 


N.H. 

II 


Vt. 
II 


I. 


Totals.;.. ....  $20,811,238      $14,139,000 


Atlantic  and  St.  Lawrence.  ..Maine, 
Androscoggin  and  Kennebec. .      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth..      " 

York  and  Cumberland, 

Boston,  Concord  and  Montreal 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Passumpsic. 

Rutland 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Pitchburg " 

New  Bedford  and  Taunton. , .  " 
Boston  and  New  York  Central      " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .      " 

Worcester  and  Nashua " 

Western 

Stonington R. 

Providence  and  Worcester.. .      " 

Canal Conn, 

Hartford  and  New  Haven ....      " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer  " 
New  York  and  New  Haven. . .      " 

Naugatuck " 

New  London  and  New  Haven.      " 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F. . 

Canandaigua  and  Elmira 

CXyuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie).., 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga.... 

Rutland  and  Washington 

Saratoga  and  Washington 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome ". 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  Eafit " 

Harrisbui  gh  and  Lancaster. . .      " 

Philadelphia  and  Reading " 

Philad.,  Wilmingtoa  and  Bait.      " 


a 


N.  Y. 


N.J. 

i< 


150 

65 

72 

61 

20 

03 

86 

54 

82 

24 

16 

47 

26 

61 

120 

117 

47 

61 

24 

28 

83 

66 

69 

29 

62 

58 

42 

67 

20 

74 

45 

11 

77 

46 

166 

50 

40 

46 

72 

110 

60 

66 

61 

62 

56 

54 

91 

132 

69 

60 

47 

35 

464 

144 

130 

96 

604 

118 

86 

28 

25 

60 

41 

82 


a 
*^* 

"2 
'3 

It 

o 


1,538,100 


a 

.5" 
'5 


O  _ 


o 
Eh 


6,973,700 


2,973,700 
824]863   1,043,6401  2,036,140 
1,073,673    1,439,694'  2,520,981 
123,884! 
341,1001 
622,200] 
none 
720,900 


1,365,500 

286,7471 

1,649,278! 

1,485,000 

2,078,625 

3,016,634 

717,543 

600,000 


1,097,600 
2,486,000 
8,500,000 
1,600,000 
392,000 


none. 


650,000 
2,429,100 
3,600,000 


700,000 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,950 
1,591,110 
2,850,000 
1,050,000 
3,540,000 

500,000 
1,169,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
6,160,000 


1,467,600 

922,600 

2,350,000 


558,861 
3,000,000 

926,000 

760,600 
2,121,110 

900,000 


879,636 


96 
66 
46 
31 
63 
66 
20 
86 
96 
98 


425,609 

687,000 

10,000,000 

3,740,615 

4,725,250 

1,875,148 

23,085,600 

1,679,969 

360,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,986 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 

6,666,382 


206,190 
150,000 
402,326 
590,541 
180,000 
286,363; 

1,192,976 
6,208 
191,500 
none. 
963,370 
295,038 
none. 

1,139,615 
194,445 

6,319,620 
467,700 
800,000 
500,000 
800,000 


1,459,384 
713,606 
2,640,217 
1,485,000 
3,002,094 


.s  « 


661,214 
1,400,000 

673,600 

1,745,516 

5,577,467 

12,000,000 

1,500,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,660,000 


872,000 


682,400 

400,000 

24,003,865 

7,046,395 

977,463 

516,246 

10,773,823 

2,969,760 

206,000 

131,000 

25,000 

400,000 

940,000 

100,000 

700,000 

660,000 


2,044,636 
4,111,345 
3,679,041 
4,850,764 

633,906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

529,964 
2,221,068 
2,293,534 

307,136 
3,207,818 
1,342,693 
9,953,258 

1,791*999 
1,400,000 
3,150,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


254,748 
1T7,003 
168,114 
208,669 
23,946 
160,638 
305,805 
287,768 
328,782 


132,646 


495,397 


Leased to 
Recently 


434,599 
803,024 
509,326 
887,219 
08,942 
258,220 
620,810 
294,183 
626,669 
188,442 
90,316 
374,897 
169,738 
244,323 
182,398 
1,525,224 
240,672 
291,417 


128,000 

476,000 

1,500,000 

13,000 


713,227 
10,427,800 


1,380,610 

2,596,488 

2,550,500 

In  progres 

1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,527,654 

6,102,935 

2,446,391 

33,859,423 

5,133.834 

633,698 

349,776 

774,495 

1,250,000 

1,832,945 

329,577 

1,043,367 

1,693,711 

4,327,498 

1,220,326 

3,246,720 

2,379,880 

1,265,143 

760,000 

1,702,628 


639,629 
329,041 
69,629 
114,410 
806,713 


Recently 

267,661 

Recently 


at 

el 


o 
•e 

a 
o 


CQ 

o 

I 


113,620!  none 
80,063  none 

100,652  none 

I  6 

11,266  none 
79,669  none 

141,836;  8 
65,266 


5 
6 
6 
8 
none 

none 

[none 

266,639  none 


163,076 
'5l',6i8 


the  Vt.  C  ent. 

opened,  none 
none 
0 
8 
64 
7 
6 
4 
6 
8 
6 
7 


88 
30 
41 
96 
24 
30 

(104 
87 
62 
86 

1081 

•  •  •  • 

121 

26 

9i 

91 

97i 


114,098 

418,868 

226,639 

418,289 
26,412 

102,098 

310,875 

126,589 

214,633 
46,839 
35,214  none 

122,866|none 
21,490}  8 
13,144!  none  1 
81,807  6  I 

746,736 

110,892 

120,892 


294,269 
168,902 


t 


428,173 


opened 

116,966 
opened, 


Recently 


76,760 

74,241 

,318,962 

1,063,659 

681,445 

205,068 


opened. 


6 

4 
10 
none 
none 


7 

8 
none 

4 

none 
none 


39,360|none 
23,496jnone 
l,800,18l!  7 

338,783' none 

324,494 
44,070jnone 


480,1371    195,847 
92,368      46,072 
Recently  opened 


213,078 

Recently 

173,546 

Recently 

Recently 

226,162 

1,388,386 

149,941 

603,942 

260,899 

118,617 

Recently 

266,827 


none 

none 
8 


17,141,98712,480,626 


6,000,000)  2,899,166j  8,067^1   868,038 


96,737 
opened. 

186,017 
opened, 
opened. 

116,706 

478,41810 
79,262  ~ 

316,269 10 

124,740  3 
76,890|  6 
opened 

106,320  8 
1,251,987  7 

641,769>  6 


lione 


90 
108J 
81 
99 
40 
66 
84 
961 
881 
117 
68 
96i 

•  •  •  • 

154 
62 
961 
66 
96 
66 
122 


89 
90 

i  »  •  • 

40 
64 

I  •  •  • 

66 
130 


70 
64 
60 
28 
1041 
19 
70 


30 
33 


148 

•  •  •  • 

181 


125 
65 
744 
78| 


/^ 


'I 
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Railway  Share  List, 

Compiled  from  tke  laUst  returns — corrected  every  Wednesday — on  a  par  valuation  o/^100>. 


NAME  OF  COMPANY. 


It 

(C 

(C 

« 


« 
II 
II 


II 
II 


Pennsylvauia  Central Penn 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va. 

Manassas  Gap: " 

Petersburgh 

Richmond  and  Danville  — 
Richmond  and  Peterjburgh 
Rich.,  Fred,  and  Potomac.. 

South  Side 

Virginia  Central 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Colimibia 

South  Carolina 

Wilmington  and  Manchester. 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio 

Montgomery  and  West  Point. 

Southern Miss 

East  Tennessee  and  (Jeorgia. .  Tenn, 
Nashville  and  Chattanooga. . . 

Covington  and  Lexington 

Frankfort  and  Lexington 

Louisville  and  Frankfort 

Maygville  and  Lexington 

Cleveland  and  Pittaburgh .... 

Cleveland  and  Toledo 

Cleveland,  and  Erie —  ..... 

Cleveland  and  Columbus 

Columbus,  Piqua  and  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan 

Eaton  and  Hamilton 

Greenville  and  Miami 

Hillsboro " 

Little  Miami 

Mansfield  and  Sandusky  — 
Mad  River  and  Lake  Erie . 

Ohio  Central 

Ohio  and  Mississippi 

Ohio  and  Pennsylvania .... 

Ohio  and  Indiana 

Scioto  and  Hocking  Valley . 

Columbus  and  Xcnia 

Evansville  and  Illinois Ind. 


a 
o 

m 
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250 

80 

47 

381 

88 

57 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


Ky. 

11 

II 
II 

Ohio. 

II 


p. 

3 


9,768,166 


13,118,902 
1,660,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,367,773 
1,673,684 
2,660,091 

180,000 
1,338,878 


1,004,231 
8,858,840 


191 

211 

101 

71 

50 

65 

93 

33 

88 

60 

80 

125 

38 

29 

65 


3,600,000 
4,000,000 
1,013,088 


« 

<a 

a 

9 


5,000,000 


5,677,103 


173,867 
200,000 


603,006 
640,000 
469,150 
707,958 
120,000 
1,134,698 


600,000 
3,000,000 


418,187 

1,214 

163,000 


586,887 


776,259 
879,868 
688,611 


100   1,979,100 
147 
95 


II 
II 
II 


II 
II 


II 
II 
II 
II 
II 
II 
II 
II 
i( 


135 
46 
61 
601 


40 
20 
86 
81 
87 
84 

i67 
57 


187 


44 
54 
81 


11 
II 
II 
II 
II 


181 

83 
90 
62 
159 
72 


Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine 
IndianopoHs  and  Cincinnati.. 
Lafayette  and  Indianapolis . . . 
Madison,  Indianapolis  &  Peru 
Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago HI, 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  aTMi  Ind.  N.Mich.  !315 

Michigan  Central " 

Pacific.. Mo. 


185 


92 


^282 
^88 


835,000 
2,093,814 
1,430,160 

867,218 


2,000,000 
8,027',66b 


2,100,000 
310,660 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


2,617,700 
632,387 


2  8 

O  P 

<n  V 

H 


bo  n 


13,600,0001,943,827 


.So 


•P . 


This  shows  a  £r< 


«1 


617,625 


D 


a 
•a 


22,264,338 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,574 


2,033,420 
348,622 
413,673 


227,593 


798,193 
216,237 
162,636 


72,370 


In  prog. 

7,002,396 
In  prog. 

3,465,879 


122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
510,038 


1,000,717 


150,000 
400,666 


541,000 
850,000 
900,000 


1,142,200 
1,600,000 


408,200 


500,000 

55o',666 


2,659,653!  821,793 

In  prog,  i 

926,000;Recently 
In  prog. 


482,000 
1,000,000 
1,767,000 


2,450,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


2,400,000 


4,000,000 


3,741.564 

3,977,568 

Don 


1,277,334 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


la  prog. 
In  prog. 
In  prog. 
584,902 


In  prog. 
3,279,908 


986,074 
934,424 
278,739 
59,590 
129,395 


74,113none 
113,2561  7 


99 ,07  7 1  10 
42,736  none 

;i2 

153,898'  6 


609,711   7 


173,542 


87,421 


432,682 


3,655,000 
2,000,000| 


777,793 


In  prog. 

3,169,733 
1,855,000 
4,110,148 
In  prog. 


667,569 
540*518 


536,608 

456,468 

149,960 

21,731 

71,535 


8 
9 


8 


76,079   8 


44,250 


267,2781  10 
,  93 


483,454112 


200,9671. 
opened. 


352,133|  10 
113,461!!!]! 


opened. 


Recently 

In  prog.      

"  Recentlv  opened. 

1,310,0621    314,434     168,612 
In  prog,     i    237,506 
<<         i 


II 

II 


Recently 
1,869,932  Recently 


2,400,000i 
1,353,019, 


516,414 
105,944 


4,600,000 


10 


opened. 
oi)encd. 
opened. 
268,075 
71,446 


10 
4 


500,000lln  prog.    473,548 


7,276,6161,200,922 

8,618,505  1,145,598 

In  progres,  Recently 


286,1521... 

586,929   17 

582,816'     8 

opened.  1.... 


go 


O 

e 
w 

•c 


CAt  falling  off,  but  ^ues  not  indi- 
cate the  actual  amount  received.  Lir^  amoiunts 
of  gold  are  shipped  to  Europe  in  l^ars  from  the 
San  Francisco  Assay  OflSce,  which  dd  not  con|e  to 
the  Philadelphia  Mint. 

The  deposits  at  the  Mint  for  the  Mme  period 
have  been  as  follows: 


97 


102! 
62 


77 

70 

40 

100 


50 
98 


125 

lie' 
ioi' 


63 
80 


45 

8U 
92 


116 
65 


102i 
62 
75 


56 


111 


77i 
79 


!107 
77J 


90 
76 

70 
108 


I 


130 

1124 

103  i 


1853. 
Gold. 

January 34,962,097 

February 3,648,623 

March 7,533,752 

April 4,766,000 


SilW 

S14,C 

18,000 

70,0JDO 

2,550,000 


Total . 


$20,810,872 

1864. 
-  ,^      •■  V:      Gold. 

January 04,215,579 

February 2,614,000 

March 3,932,000 

April..... 3,442,000 


«;2,647,qoo 

Silver. 

S108  000 

1,166,000 

147,000 

129,000 

1- 


Total.... $14,153,579      J$l,650,^ 

The  shipments  of  specie  from  Janbary  1,  fcaro 


II 
II 
II 


been 

Same  time  in  1863 

1852 

1851 

1860 

The  Bank  statement  for  the  week 
29th,  1854,  is  as  follows  : 

April  29. 

Loans $90,245,049 

Specie 10,961,135 

Circulotion. 9,877 ,678 

Deposiw 69,719,881 


$7,306,061 
5,890,3rrO 
9:067,5164 

12,631, W8 
1,573,2&8 

ending  April 

April  ^2. 
$90,37$,846 
10,521,976 

59,22i,902 
JiIanur«etHr«  •r&anv««4  tr^m  liittf  V^ttm* 

A  corre.«!pood«nt  in  Tlie  Pkiladel^Kia  Bulletin 
furnishes  a  list  of  sixteen  iron  establi^ments  which 
will  this  season  turn  out  160,000  tnis  of  rai^oad 
bars,  representing  in  production  $5,550,000  for  la- 
bor and  1,826,000  tuns  of  raw  material,  a^  fol- 
lows; 1  : 

funs. 
Pig  iron  required.  U  tun  per  tun  of  r|iil«. .  2l4,883 

Coal  used 5i  tun  per  tun  of  r^ils ..  340,000 

IroB  ore 3i  tun  per  tun  of  r^ils ..  660,000 

Limestone \\  tun  per  tun  of  inils..21|,333 


Total  number  of  tuns  raw  matetial.  1,82^,666 
The  capital  employed  in  these  establismeitta  is 
reckoned  $10,000,000.  They  support  a  population 
of  92,500  persons,  and  consume  $4,625,000  in 
breadstufls,  besides  affording  a  profit  to  ail  the 
various  branches  of  business  in  and  around  the 
mills,  other  than  to  the  owners,  of  $1,949^000, 
participated  in  by  coal  lands,  coal  <^perator&  ore 
lands,  transporters  and  storekeepers.  I  The  foliow- 
ing  is  the  list  of  the  mills  and^heir  [^oductidn  of 
rail  in  1854 : 

Montour  Iron  Works,  Danville,  Pa . 
Rough  and  Ready,  Danville,  Pa . . . 

Lackawana,  Scranton,  Pa 

Ph<Enix  Iron  works,  PhnenixviUe,  P4. 

Safe  Harbor,  Safe  Harbor,  Pa 

Great  Western,  Brady's  Bend,  Pa. 

New  Works,  Pitteburgh,  Pa 

Pottsville  Iron  Works,  Pottsville,  ^al. 

Cambria  Iron  Works,  Cambria,  Pa.f ^,000 

Trenton  Works,  Trenton,  N.  J I II  ,000 


Massachusetts  Iron  Works,  Boston,  {Mass.  1$, 000 

Mt.  Savage  Iron  Works 

Richmond  Mill.  Richmond,  Pa. 
Wa-shington  Rolling  Mill,  Wheeling, 
Cresent  Works,  Wheeling,  Va. 
New  Mill,  Port.<»mouth,  Ohio.. 


Va. 


Tot4*l 


Newr  York  Canals. 

The  New  York  canals  were  opeiie< 
on  the  first  instant. 


,000 

5,000 

(.000 

1,000 

,000 


for  bus  BCM 


101,000 
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I<«  Cro*a«  «■<!  Hllwliakee. 

Circular  to  the  Stockholders  of  the  La  Crosse   and 
Milwaukee  Railroad  in  Wisconsin. 

An  auspicions  period  in  the  history  of  our  op- 
perations  having  arrived,  it  is  appropriate,  in 
view  of  progress  made  and  diflScultics  surmount- 
ed, that  we  should  interchange  congratulations 
with  our  coadjutors,  and  for  the  information  of 
those  who  are  not  cognizant  of  our  current  opera- 
tions, present  some  of  the  reasons  for  mutual  en- 
couragement. 

The  Second  Annual  Report  of  the  Board  of  Di- 
rectors exhibits  the  condition  of  the  Company  on 
the  Slst  of  December,  1853. 

As  at  that  time,  so  over  since,  and  now,  the 
"  work  of  grading  the  road  bed  has  been  and  is 
progressing  with  efficient  forces ;  the  first  eight- 
een sections  under  Messrs.  Cooke  &  Sherwin,  and 
from  that  point  to  Horicon,  fifty  miles  from  Mil- 
waukee, under  Messrs.  Bradley,  Whittemore  & 
06.,  with  every  prospect  of  being  in  readiness  for 
the  iron  rail  in  the  month  of  June  next. 

The  consolidation  of  the  Milwaukee,  Fond  du 
Lac  &  Green  Bay  Railroad  Company  with  ours, 
increases  our  nominal  Capital  from  Four  Millions 
to  six  Millions  Eight  Hundred  Thousand  Dol- 
lars. 

This  anangement  was  negotiated  and  agreed 
upon  between  the  Companies  in  the  month  of  Jan- 
nuary  last,  and  confirmed  by  the  Legislature  of 
^the  State  of  Wisconsin  on  the  9th  of  March  ultimo. 
The  advantages  derived  from  uniting  the  inter- 
ests, present  means,  and  resources  of  the  two  Com- 
panies are — 

1st,  It  restores  to  this  Company  the  control  of 
the  lake  terminus  of  the  Road — the  entrepot  of 
oar  route. 

2d,  It  transfers  to  the  La  Crosse  and  Milwau- 
kee R.  R.  Co"  the  entire  subscription  to  the  Capi- 
tal Stock  of  the  Mil.,  F.  du  L.  Sc  G.  B.  R.  R.  Co. 
made  in  the  city  of  Milwaukee,  and  by  parties 
elsewhere,  amounting  in  the  aggregate  to  over 
Two  Hundred  Thousand  Dollars. 

8d,  The  iron  rails  for  20  miles  of  track,  pur- 
chased by  the  M.,  F.  du  L.  &  G.  B.  R.  R.  Co.,  be- 
come the  property  of  this  Company,  which  is  de- 
livered at  the  dock  and  ready  for  our  use. 

4th,  Valuable  real  estate  in  the  fourth  and  fifth 
wards  of  this  city,  purchased  by  that  Company 
for  Depot  grounds,  at  the  cost  of  $30,000,  becomes 
the  property  of  this  Company,  with  every  prospect 
of  increasing  in  value. 

5th,  The  current  expenses  of  carrying  fonvard 
the  enterprize  by  a  plurality  of  organizations  are 
reduced  to  those  incident  to  only  a  single  one ; 
and  thus  in  all  the  governmental,  fiscal,  executive 
and  engineering  departments,  greater  economy 
and  more  efficiency  are  secured  to  an  undertaking, 
which,  however  it  might  be  divided  and  subdivi- 
ded, is,  afler  all,  a  unit. 

In  this  view  of  the  subject  we  feel  confident 
that  all  our  associates  and  co-laborers  at  home 
will  approbate  our  course,  as  it  meets  the  approval 
of  our  friends  abroad.  Its  favorable  influence  upon 
our  position  in  the  money  market  is  already  per- 
ceptible. 

Our  Stock  Agents  along  the  line  as  Mr.  Clin- 
ton's report  shows,  are  meeting  with  unpreceden- 
ted success,  so  that  we  begin  already  to  see  our 
way  clear  for  a  million  dollars  of  that  class  of 
securities;  over  100,000  dollars  of  which  have 
been  negotiated,  and  all  of  which  will  be  made 
available  for  the  construction  and  equipment  of 
the  Road. 

The  fiscal  condition  of  our  Company,  we  may 
without  boasting  say,  has  been  an  enviable  one. 
Our  contractors  have  at  every  monthly  estimate 
been  paid  their  cash  in  full  for  all  labor  per- 
formed and  materials  furnished,  nod  it  is  still  the 
policy  of  the  Company  to  avoid,  to  the  utmost, 
contracting  debls  at  Bank,  or  incurring,  for  any 
purpose,  heavy  and  embanassing  liabilities. 

Help,  however,  we  must  have,  in  order  to  post 
pone,  to  the  most  favorable  period,  (which  we 
think  has  not  yetarrived),  putting  a  mortgage  upon 
our  road ;  we  therefore  improve  the  present  oc- 
casion, to  urge  the  prompt  atteoUoQ  of  Stock- 


holders to  installments  called  for  upon  subscribed 
shares. 

The  near  approach  of  the  period  when  our  road 
must  be  in  operation,  and  the  necessity  of  exten- 
sive preparations  for  that  earnestly-desired  event, 
have  justified  the  Executive  Committee  in  au- 
thorizing contracts  for  Depots,  Locomotives  and 
Cars,  which  will  call  for  their  share  of  investment 
during  the  current  year — say  2  twenty-four  tun 
machines  in  the  months  of  June  and  July,  and 
five  more  bet»veen  August  and  December. 

In  providing  the  rolling  stock  of  our  road,  the 
Superintendent  recommends,  and  our  Commitee 
have  authorized,  contracting  for  such  only  as  is  of 
the  highest  repute  for  efficiency  and  .■■  fe/ij,  and 
especially  that  all  passenger  cars  be  privided  with 
six-whccl  trucks — i.  e.  twelve  wheel;  to  each. 

True,  the  expense  will  be  a  fen  hundred  dol- 
lars greater  than  for  those  usually  employed, 
but  the  additional  safety  to  pa.<'  angers,  as  well 
as  comfort  in  greater  breadth  <  f  seats  inside,  we 
think  warrants  this  increased  primary  expend! 
ture. 

A  negotiation  for  twelve  hundred  tuns  more  of 
iron  rails,  on  satisfactory  terms,  is  now  pending, 
which,  if  closed,  as  wc  expect  it  may  be  within  a 
few  days,  will  provide  for  the  extension  of  our 
track  to  Hartford ;  and  vigorous  eSbrts  will  con- 
tinue to  be  put  forth  to  rdach  our  Horicon  Depot 
by  October  next.  \ 

The  final  location  of  the  route  from  Fox  Lake 
to  Portage  City  is  now  being  made  by  Chief  En- 
gineer Sill,  and  contractors  are  ready  to  put  for- 
ces on  to  that  division  of  the  line  so  soon  as  the 
means  in  hand  will  justify  the  commencement  of 
the  work. 

Altogether,  then,  wc  say,  our  condition  and  our 
prospects  are  good ;  our  success,  thus  far,  has 
more  than  realized  public  expectations,  though  it 
has  not  exceeded  our  own  purposes. 

Our  heart  and  hope  are  yet  unabated,  and,  sus- 
tained by  you  in  the  future,  as  we  have  hitherto 
been,  a  bright,  good  day,  not  distant,  will  witness 
the  consummation  of  our  wishes,  the  triumph  of 
complete  success. 

STODDARD  JUDD.  Prtsidcut. 

Millwaukce,  April  6,  1854. 


P»t«nt  I<a^v>    'Wlnans  ▼■•  Denine«d> 

The  following  important  decision  is  published 
in  advance  of  the  volume  of  the  Supreme  Court 
reports,  in  consequence  of  its  interest  to  patentees 
generally.  It  was  argued  at  the  present  term  of 
the  Supreme  Court,  Mr.  Latide  fur  plaintiff,  Mr. 
L.  Mason  Campbell  for  defendant. 

Mr.  Winans  had  patented  a  cv  f-u-  carrying 
coal,  made  of  thin  sheet  iron,  in  the  form  of  the 
fVustum  of  a  cone,  substantially  as  (l(s:^ribt'd  in  his 
specification.  The  car  of  the  defendant  w;;  rn  le 
of-iron  of  the  same  thickness,  but  was  in  the  form 
of  the  frustrum  of  an  octagonal  pyramid.  The  ex- 
cellence of  both  cars  was  due  to  their  being  self- 
sustaining — dispensing  with  framing,  and  carrying 
more  coal,  in  proportion  to  dead  weight,  than  had 
ever  been  carried  before.  In  a  word,  they  accom- 
plished the  same  useful  results,  in  the  same  way. 
But  one  was  a  cone  and  the  other  a  pyramid.  The 
horizontal  section  of  one  was  a  circle,  and  the  other 
an  eight-sided  figure ;  and  as  the  specification 
claimed  the  conical  form  only  substantially,  the 
district  judge  ruled  that  the  pyramidal  form  was 
no  infringement.  And  there  was  an  appeal,  and 
the  Supreme  Court,  availing  of  the  occasion,  had 
laid  down  the  principles  upon  which  specifications 
are  to  be  construed,  in  a  manner  that  establishes 
the  law  in  this  respect  more  fully  than  has  yet  been 
done,  and  reversing  the  decision  of  the  district 
judge,  sent  back  the  case,  that  it  might  be  deter- 
mined by  a  jury  whether  the  defendant  substan- 
tially embodied  the  patectee's  mode  of  operation, 


and  attained  the  same  kind  of  result  as  was  reach- 
ed by  his  invention. 

SUPREME    COURT   OP   THE    UNITEO    STATES. 

No.  43— December  Term,  1853. 

Ross  Winans,  plaintiff  in  error,  t;5.  Adam,  Ed- 
ward and  Talbott  Denmead.  In  error  to  the  Cir- 
cuit Court  of  the  United  States  for  the  District  of 
Maryland. 

Mr.  Justice  Cdrtis  delivered  the  opinion  of  the 
Court. 

This  is  a  writ  of  error  to  the  circuit  court  of  the 
United  States  for  the  district  of  Maryland.  The 
plaintifiTin  error  brought  his  action  in  that  court, 
for  an  infringement  of  the  exclusive  right  to  make 
use  and  sell  "  an  improvement  in  cars  foi  the  trans- 
portation of  coal,  &c.,"  granted  to  him  by  letters 
patent,  bearing  date  on  the  twenty-sixth  day  of 
June,  1847  ;  and,  the  judgment  of  that  court  be- 
ing for  the  defendants,  he  has  brought  the  record 
here  hy  this  writ  of  error. 

It  appears  by  the  bill  of  exceptions  that  the 
letters  patent  declared  on  were  duly  issued,  and 
that  their  validity  was  not  questioned;  but  the 
defendants  denied  that  they  had  infringed  upon 
the  exclusive  right  of  the  plaintiff. 

On  such  a  trial,  two  questions  arise.  The  first 
is,  what  ia  the  thing  patented;  the  second,  has 
that  thing  been  constructed,  used,  or  sold  by  the 
defendant. 

The  first  is  a  question  of  law,  to  be  determined 
by  the  court,  construing  the  letters  patent  and  the 
description  of  the  invention  and  specification  of 
claim  annexed  to  them.  The  second  is  a  question 
of  fact,  to  be  submitted  to  a  jury. 

In  this  case  it  is  alleged  the  court  construed  the 
specification  of  claim  erroneously,  and  thereby 
withdrew  from  the  jury  questions  which  it  was 
their  province  to  decide.  This  renders  it  neces- 
sary to  examine  the  letters  patent  and  the  schedule 
annexed  to  them,  to  see  whether  their  construction 
by  the  circuit  court  was  correct. 

In  this,  as  in  most  patent  cases,  founded  on 
alleged  improvements  in  machines,  in  order  to  de- 
termine what  is  the  thing  patented,  it  is  necessary 
to  inquire  : 

1.  What  is  the  structure  or  device  described  by 
the  patentee  as  embodying  his  invention. 

2.  What  mode  of  operation  is  introduced  and 
employed  by  this  structure  or  device. 

8,  What  result  is  attaii  ed  by  means  of  this  mode 
of  operation. 

4.  Does  the  specification  of  claim  cover  the  de- 
scribed mode  of  operation  by  which  the  result  is 
attained. 

Without  going  into  unnecessary  details,  or  refer- 
ring to  drawings,  it  may  be  stated  that  the  struc- 
ture described  By  this  patent,  is  the  body  of  a  bur- 
ilen  railroad  car,  made  of  sheet  iron,  the  upper 
part  being  cylindrical  and  the  lower  part  in  the 
form  of  a  frustrum  of  a  cone,  the  under  edge  of 
which  has  a  fiange  secured  upon  it,  to  whi^h  fiange 
a  moveable  bottom  is  attached.  This  bottom  is 
made  moveable,  in  order  to  discharge  the  load 
through  the  aperture  left  by  removing  it. 

To  understand  the  mode  of  operation  introduced 
and  employed  by  means  of  this  form  of  the  car- 
body,  it  is  only  necessary  to  state,  what  appears 
on  the  face  of  the  s[>ecification  and  was  testified^' 
to  by  experts  at  the  trial  as  correct,  that  by  reason 
of  the  circular  form  of  the  car-body  the  pressure 
of  the  load  outwards  was  equal  in  every  direction, 
and  thus  the  load  supported  itself  in  a  great  de- 
gree ;  that  by  making  the  lower  part  conical,  this 
principle  of  action  onerated  throughout  the  car, 
with  the  exception  of  the  small  space  to  which  the 
moveable  bottom  was  attached ;  that,  being  coni- 
cal, the  lower  part  of  the  car  could  be  carried 
down  below  the  track,  between  the  wheels,  thus 
lowering  the  centre  of  gravity  of  the  load ;  Uiat 
the  pressure  outwards  upon  all  parts  of  the  circ  e 
being  equal,  the  tensile  strength  of  the  iron  was 
used  to  a  much  greater  degree  than  a  car  of  a 
square  form ;  and,  finally,  that  this  form  of  the 
lower  part  of  the  car  facilitated  the  complete  dis- 
charge of  the  load  through  the  aperture  when  the 
bottom  was,  removed. 
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It  thus  appears  that,  by  means  of  the  change  of 
form,  the  patentee  has  introduced  a  mode  of  ope- 
ration not  before  employed  in  burden  cars,  that  is 
to  say,  nearly  eiqual  pressure,  in  all  directions,  by 
the  entire  load,  save  that  small  part  which  rests 
on  the  moveable  bottom  ;  the  effects  of  which  are 
that,  the  load,  in  a  great  degree,  supports  itself, 
and  the  tensile  strength  of  the  iron  is  used ;  while 
at  the  same  time,  by  reason  of  the  same  form,  the 
centre  of  gravity  of  the  load  is  depressed  and  its 
discharge  facilitated. 

The  practical  result  attained  by  this  mode  of 
operation  is  correctly  described  by  the  patentee  ; 
for  the  uncontradicted  evidence  at  the  trial  showed 
that  he  had  not  exaggerated  the  practical  advan- 
tage of  his  invention.     The  specification  states  : 

"  The  transportation  of  coaJ,  and  all  ether 
heavy  articles  in  lumps,  has  been  attended  with 
great  injury  to  the  cars,  requiring  the  bodies  to  be 
constructed  with  great  strength  to  resist  the  out- 
ward pressure  on  the  sides,  as  well  as  the  vertical 
pressure  on  the  bottom,  due  not  only  to  the  weight 
of  the  mass,  but  the  mobility  of  the  lumps  among 
each  other,  tending  to  "  pack,"  as  it  is  technically 
termed.  ExperiBnce  has  shown  that  cars,  on  the 
old  mode  of  construction,  cannot  be  made  to  carry 
a  load  greater  than  its  own  weight;  but  by  my 
improvement  I  am  enabled  to  make  cars  of  greater 
durability  than  those  heretofore  made,  which  will 
transport  double  their  own  weight  of  coal,  &c." 

Having  thus  ascertained  what  is  the  structure 
described,  the  mode  of  operation  it  embodieg,  and 
the  practical  result  attained,  the  next  inquiry  is, 
does  the  specification  of  claim  cover  this  mode  of 
operation  by  which  this  result  is  efiected. 

It  was  upon  this  question  the  case  turned  at  the 
trial  in  the  circuit  court. 

The  testimony  showed  that  the  defendants  had 
made  cars,  similar  to  the  plaintiff's,  except  that 
the  form  was  octagonal  instead  of  circular.  There 
was  evidence  tending  to  prove  that,  considered  in 
reference  to  the  practical  uses  of  such  a  car,  the 
octagonal  car  was  substantially  the  same  as  the 
circular.  Amongst  other  witnesses  upon  this  point 
was  James  Millholland,  who  was  called  by  the  de- 
fendants.   He  testified  - 

"  That  the  advantage  of  a  reduced  bottom  of 
the  car  was  obtained,  whether  the  car  was  conical 
or  octagonal ;  that  the  strengthening  of  the  bot- 
tom, due  to  the  adoption  of  a  conical  form,  was 
the  same  whether  the  octagonal  form  was  adopted 
or  the  circular,  That  the  circular  form  was  the 
best  to  resist  the  pressure,  as,  for  instance,  in  a 
steam  boiler,  and  an  octagonal  one  better  than  the 
square  form  ;  that  the  octagonal  car  was  not  bet- 
ter than  the  conical  car ;  that,  for  practical  pur- 
poses, one  was  as  good  as  the  other  ;  that  a  poly- 
gon of  many  sides  would  be  equivalent  to  a  circle ; 
,  that  the  octagon  car,  practically,  was  as  good  as 
the  conical  ones  ;  and  that,  substantially,  the  wit- 
ness saw  no  difference  between  the  two." 

The  District  Judge  who  presided  at  the  trial, 
ruled: 

That  while  the  patent  is  good  for  what  is  de- 
scribed therein,  a  conical  body  in  whole  or  in  part, 
supported  in  any  of  the  modes  indicated  for  a 
mode  of  sustaining  a  coiiical  body  on  a  carriage 
or  truck,  and  drawing  the  same,  and  to  those  prin- 
ciples which  were  due  alone  to  conical  vehicles, 
and  not  to  rectilinear  bodies,  and  it  being  admitted 
that  the  defendants'  car  was  entirely  rectilinear, 
that  there  was  no  infringement  of  the  plaintiff's 
patent.  '■ 

The  substance  of  this  ruling  was,  that  the  claim 
was  limited  to  the  particular  geometrical  form 
mentioned  in  the  specification  -,  and  as  the  defend- 
ants had  not  made  cars  in  that  particular  form, 
there  could  be  no  infringement,  even  if  the  cars 
made  by  the  defendants  attained  the  same  result 
by  employing,  what  was  in  fact,  the  same  mode  of 
operation  as  that  described  by  the  patentee.  We 
think  this  ruling  was  erroneous. 

Under  our  law  a  patent  cannot  be  granted 
merely  for  a  change  of  form.  The  act  of  February 
21,  1793,  sec.  2d,  so  declared  in  express  terms; 
and  though  this  declaratory  law  was  not  re- 
enacted  in  the  patent  act  of  1836,  it  is  a  principle 


which  necessarily  makes  part  of  every  system  of 
law  granting  patents  for  inventions.  Merely  (o 
change  the  form  of  a  machine  is  the  work  of  a  cot- 
stractor,  not  of  an  inventor;  such  a  change  cannot 
be  deemed  an  invention.  Nor  does  the  plainti^s 
patent  rest  upon  such  a  change.  To  change  the 
form  of  an  existing  machine,  and  by  means  (>f 
such  change  to  introduce  and  employ  other 
mechanical  principles',  or  naburft  powers,  or,  as  pt 
is  termed,  a  new  mode  of  operation,  and  thus  ajt- 
tain  a  new  and  useful  result,  is  the  subject  ofia 
patent.  Such  is  the  basis  on  which  the  platnlifF^s 
patent  rests. 

Its  substance  is,  a  new  mode  of  operation,  by 
means  of  which  a  new  result  is  obtained.  It  ^s 
this  new  mode  of  operation  which  gives  it  the 
character  of  an  invention,  and  entitles  the  i|i- 
ventor  to  a  patent ;  and  this  new  mode  of  opera- 
tion is,  in  view  of  the  patent  law,  the  thing  entitled 
to  protection.  The  patentee  may,  and  should,  so 
frame  his  specification  of  claim  as  to  cover  this 
new  mode  of  operation  which  he  has  inventeq ; 
and  the  only  question  in  this  case  i.s,  whether  he 
has  done  so;  or  whether  he  has  restricted  his 
claim  to  one  particular  geometrical  form.  | 

There  .being  evidence  in  the  case  tending  io 
show  that  other  forms  do  in  fact  embody  the 
plaintiff's  mode  of  operation,  and,  by  means  of  ^, 
produce  the  same  new  and  useful  result,  the  ques- 
tion is,  whether  the  patentee  has  limited  his  claiin 
to  one  out  of  the  several  forms  which  thus  embody 
his  invention. 

Now,  while  it  is  undoubtedly  true,  that  tbe 
patentee  may  so  restrict  his  claim  as  to  cover  le$s 
than  what  he  invented,  or  may  limit  it  to  o»e 
particular  form  of  machine,  excluding  all  other 
forms,  though  they  also  embody  his  invention,  yet 
such  an  interpretation  should  not  be  put  upou  has 
claim  if  it  can  fairly  be  construed  otherwise,  aqd 
this  for  two  reasons.  \ 

1.  Because  the  reasonable  presumption  is,  thit 
having  a  just  right  to  cover  and  protect  his  whoje 
invention,  he  intended  to  do  so.  Howorth  v>j. 
Hardcastle  Web.  P.  C.  484.  ! 

2.  Because  specifications  are  to  be  construdd 
liberally,  in  accordance  with  the  design  of  the  coh- 
stitution,  and  the  patent  laws  of  the  United  Statep, 
to  promote  the  progress  of  the  useful  arts  aiid 
allow  inventors  to  retain  to  their  own  use,  not  aoy 
thing  which  is  matter  of  common  right,  but  whjit 
they  themselves  have  created.  ; 

Grant  vs.  Raymond  6  Peters  R.  218  ;  Ames  vis. 
Howard  1  Sum.  482,  435.  Blancbard  vs.  Sprag^e 
3  Sum.  635,  539 ;  Davol  vs.  Brown  1  Wood  add 
Minot  63,  57 ;  Parker  vs.  Haworth  4  McLean's  |l. 
372,  Le  Roy  vs.  Tatham  14  How.  181,  and  opinion 
of  Parke,  Baron,  there  quoted.  Nelson  vs.  Hair- 
ford  Web.  P.  C,  341,  Russell  vs.  Cowley  Web.  p. 
C.  470,  Burden  vs.  Winslow,  decided  at  the  present 
term,  12  How. 

The  claim  of  the  plaintiff  Is  in  the  following 
words : 

"  What  I  claim  as  my  invention,  and  desire  to 
secure  by  letters  patent,  is  making  the  body  ofj  a 
car  for  the  transportation  of  coal,  &c.,  in  the  fortu 
of  a  frustrum  of  a  cone,  substantially  as  hert^n 
described,  whereby  the  force  exerted  by  the 
weight  of  the  load  presses  equally  in  all  directions, 
and  does  not  tend  to  change  the  form  thereof,  Ro 
that  every  part  resists  its  equal  pipiiortion,  and  i>y 
which,  also,  the  lower  part  is  so  reduced  as  to  pass 
down  within  the  truck  frame  and  between  the 
azN^'  to  lower  the  centre  of  gravity  of  the  load 
without  diminishing  the  capacity  of  the  car  tas 
described. 

"  I  also  claim  extending  the  body  of  the  car  bje- 
low  the  connecting  pieces  of  the  truck  frame,  ajid 
the  line  of  draught,  by  passing  the  connecting  bars 
of  the  truck  frame,  and  the  dra'ught  bar,  through 
the  body  of  the  car,  substantial I3-  as  described.' 

It  is  generally  true,  wfien  a  patentee  describes 
a  machine,  and  then  claims  it  as  described,  that 
he  is  understood  to  intend  to  claim,  and  dots  by 
law  actually  cover,  not  only  the  precise  forms  he 
has  described,  but  all  other  forms  which  embody 
bis  invention ;  it  being  a  familiar  rule,  that  to  co^y 
the  principle,  or  mode  of  (^ration  described,  is  »d 


infringement,  altTOigh  sucli  copy  should  bejtotally 
unlike  the  original  in  form  or  propprtions. 


Why  should  not  this  rule  be  appl  ed  to  thii  case  1 


ii9( 


this  case  to  say 
in  a  change  of 


It  is  not  sufiScient  to  distinguish 
that,  here  the  invention  consists 
form,  and  the  patentee  has  claimed  one  for«i  only 

Patentable  improvements  in  machinery  are  ^- 
most  always  made  by  changing  some  one  or  more 
forms  of  one  or  more  parts,  au4  thereby  iqtrodu- 
cing  some  mechanical  principle  or  mode  of  action 
not  previously  existing  in  the  machine,  imd  so 
securing  a  new  or  improved  result.  And  in 
the  numerous  cases  hi  wluch  it  has  been  hcjld  that 
to  copy  the  patentee's  mode  of  operation,  ^as  an 
infringement,  the  infringer  had  got  forms  a$d  pro- 
portions not  described  and  not  in  terms  claimed. 
If  it  were  not  so,  no  question  of  infmugeraent  could 
arise.  If  the  machine  complained  of  were  a  copy 
in  form,  of  the  machiuc  describe^  in  the  Ipecifi- 
cation,  of  course  it  would  be  at  once  seen  to  be  an 
infringement.  It  could  be  nothipg  else.j  It  is 
only  ingenious  diversities  of  form,  ktid  propjortion, 
presenting  the  apitearance  of  sojiiething  iunlike 
the  thing  pat^'ntcd,  which  gives  riste  to  questions; 
and  the  property  of  invent<»rs  wouPd  be  valueless, 
if  it  were  enough  for  the  defcnd4nt  to  sai|^,  your 
improvement  consisted  in  a  cliangte  of  foria.  you 
describe  and  claim  but  one  form,  1  dave  noQtaken 
that,  and  so  have  not  infringed.      '  _• 

The  answer  is,  my  improvement  did  not  (lonsist 
in  a  change  of  form,  but  in  the  n(!w  empl(^yment 
of  principles  or  iwwcrs,  in  a  new  mode  of  opera- 
tion, embodied  in  a  form,  by  ra<ians  of  Which  a 
new  or  better  result  is  pnxiuced;  i ,  was  thi^  which 
constituted  my  invention;  this  yr  u  have  ^opied ; 
changing  only  the  form  ;  and  tliat  answer  ii  justly 
applicable  to  this  patent.  : 

Undoubtedly  tfiere  may  be  cases  in  which  the 
letters  patent  do  include  only  the  particular  form 
described  and  claimed.  Davis  vs.jPalmer^  Brock 
309,  seems  to  have  been  one  of  those  easel.  But 
they  are  in  entire  accordance  witii|  what  is  above 
stated.  j 

The  reason  why  such  a  patent  00 vers  ooly  one 
geometrical  form,  is  not  that  the  patentee  has  de- 
scribed and  claimed  that  form  only ;  it  is  because 
that  form  only  is  capable  of  embodying  his  inven- 
tion ;  and  consequently,  if  the  form  is  not  (copied 
the  invention  is  not  used.  j  ' 

Where  form  and  substance  are  ihseparable,  it  is 
enough  to  look  at  the  form  only.  jWhere  tfcey  are 
separable,  where  the  whole  substanjce  of  th«»  inven- 
tion may  be  copied  in  a  different  form,  it  is  the 
duty  of  courts  and  juries  to  locjk  throuch  the 
form  for  the  substance  of  the  invention,  fcr  that 
which  entitled  the  inventor  to  pispatett,  and 
which  the  patent  was  designed  to|  secure;,  where 
that  is  found,  there  is  an  iufriugdmenl;  abd  it  ia 
nut  a  defence  that  it  is  embodied  in  a  form  not 
described  and  ia  terms  claimed  byi  the  patentee. 

Patentees  sometimes  add  u>  the^r  claims  an  ex- 
press declaration,  to  the  effect  that,  the  claiim  ex- 
tends to  the  thing  patented  howji'ver  its  ^rm  or 
proportions  may  be  varied.  But  this  is  unneces- 
sary. The  law  so  interprets  the  chim  witl*>ut  the 
addition  of  these  words.  The  exclusive  right  to 
the  thing  patented  is  not  secured,  if  the  public  are 
at  liberty  to  make  substantial  copies  ot  it,  varying 
its  form  or  proportions.  And  therefore,  the  paten- 
tee, having  described  his  invention,  and  shown  ita 
principles,  and  claimed  it  in  that  fbrm  which  most 
perfectly  embodies  it,  is  in  contemplation  of  law, 
deemed  to  claim  every  form  in  whith  his  iurcntion 
may  be  copied,  unless  he  manift^sts  an  inltentiou 
to  disclaim  some  of  those  forms,     j 

Indeed  it  Is  difiScult  to  perceive  how  any  other 
rule  could  be  applied,  practicably,  to  caaes  like 
this.  How  is  a  question  of  infringement  of  thi« 
patent  to  be  tried.  It  may  safely  pe  assumed  that 
neither  the  patentee,  nor  any  ottier  constructor, 
has  made,  or  will  make  a  car,  Exactly  circular.' 
In  practice,  deviations  from  a  trhe  circle  will  al- 
ways occur.  How  near  to  a  circle  then  must  a 
car  be,  in  order  to  infringe  1  May  it  be  slightly 
eliptical  or  otherwise  depart  fropi  a  true  circle, 
and  if  so,  how  far  1 
In  our  judgment  the  only  ao^er.lhaa  cao  be 
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given  to  these  questions  is,  that  it  mast  be  so  near 
to  a  true  circle,  as  substantially  to  embody  the 
patentee's  mode  of  operation,  and  thereby  attain 
the  same  kind  of  result  as  was  reached  by  liis  in- 
vention. It  is  notnecessary  that  the  defoudants' 
cars  should  employ  the  plaintiff's  invention  to  as 
good  advantage  as  he  employed  it,  or  that  the  re- 
sult should  be  precisely  the  same  in  degree.  It 
must  be  the  same  in  kind,  and  effected  by  the  em- 
ployment of  his  mode  of  operation,  in  substance. 
Whether,  in  point  of  fact,  the  defendants'  cars  did 
copy  the  plaintiff's  invention,  in  the  sense  above 
explained,  is  a  question  for  the  jury,  and  the  court 
below  erred  in  not  leaving  that  question  to  them 
upon  the  evidence  in  the  case,  which  tended  to 
prove  the  affirmative. 

;      The  judgment  of  the  court  below  must  bo  re- 

!.Tersed. 

JTonrnal  of  RalJroad  I<a«r* 

V  THE    BBOUGH  CASE. 

In  this  case,  more  properly  entitled  the  People 
of  Illinois  vi.  the  Atlantic  and  Mississippi  Railroad 
Company,  Chief  Justice  Treat,  of  the  Superior 
Court,  has  affirmed  the  decision  previously  ren- 
dered in  a  lov  er  ciurt.  The  Chief  Justice  held 
that  it  was  unnecessary  to  determine  whether  or 
not  the  above  mentioned  railroad  company  bad 
the  right  to  construct  their  road  by  virtue  of  the 
Illinois  statute,  providing  generally  for  railroad 
associations,  even,  if  the  proceedings  of  defen- 
dants had  not  been  authorised  by  the  act  in  ques- 
tion, the  subsequent  legislation  of  Illinois  would 
have  afforded  them  a  sanction. 

If  any  irregularity  or  def.  cts  belong  to  the  •ri- 
ginal  organization  of  the  Atlantic  and  Mississippi 
Railroad  Company,  tlfe  same  are  cured  by  the 
subsequent  act  of  the  legislature  in  relation  to 
defendants,  by  which  act  the  validity  of  such  or- 
ganization is  fully  admitted  and  recognised. 

Even  if  the  defendants  had,  before  the  passage 
of  the  act  last  above  mentioned,  subjected  them- 
selves to  a  forfeiture  of  their  charter,  the  court 
was  not  at  liberty  to  take  notice  of  any  such  mat- 
ters ;  for  it  belonged  to  the  state  to  avail  them- 
selves of  the  right  of  forfeiting  a  charter,  or  to 
waive  such  right  at  their  discretion,  and  by  amply 
recognizing  the  legal  existence  of  the  defendants, 
the  state  had  waived  any  right  of  depriving  them 
of  their  charter  for  matters  which  arose  before 
the  legislative  act  in  question. 

THE    LEGAL    CONSE<iDENCES     OF     SUBSCRIPTIONS    TO 
•     V    .  •  STOCK    COMPANIES. 

This  subject  has,  as  appears  from  the  34lh  vol- 
ume of  Maine  Reports,  been  of  late  discus.sed  pret- 
ty fully  in  the  Supreme  Court  of  that  state. 

In  the  case  of  the  Kennebec  and  Portland  rail- 
road vs.  Jarvis,  that  court  held  that  a  subscriber 
to  railroad  stock  cannot,  when  prosecuted  for  the 
price  of  his  shares,  object  that  he  iiroraised  gratu- 
itously and  without  consideration. 

So  did  Justice  Hubbard  of  our  own  Supreme 
Court,  in  6th  Howard,  p.  392,  in  the  case  of  O.  if- 
S.  Pl»nk  Road  Company  vs.  Rust  el  al.  declare 
that  the  shares  subscribed  for  in  a  stock  company 
are  personal  property,  and  may  bo  sold  as  such, 
and  may  be  reached  by  the  judgment  creditors  of 
the  party  who  subscribed  for  them.  And  to  al- 
lege, tlierefore,  that  a  defendant  subscribed  to  so 
many  shares  of  stock  is,  in  legal  effect,  an  allega- 
tion that  it  wjcs  done  upon  the  consideration  of  the 
ownership  of  those  shares. 

The  Supreme  Court  of  Maine  also  decided,  in 
the  case  first  above  mentioned,  that  when  the 
amount  of  stock  which  a  corporation  may  hold  is 


not  fixed  by  Us  charter,  and  the  corporation  has 
determined  what  the  amount  shall  be,  it  is  not 
requisite  to  a  valid  assessment  upon  the  shares  of 
a  member  that  the  whole  amount  of  stock  should 
have  been  subscribed  for,  although  his  subscrip- 
tion was  made  before  the  amount  of  stock  was  de- 
termined. 

A  different  decision  Hould  have  doubtless  been 
made  if  the  directors  of  the  railroad  company,  in 
this  case,  had  not  been  able  to  justify  their  pro- 
ceedings by  the  charter  of  the  company;  for 
where  a  fundamental  change  \s  made  in  a  charter, 
on  application  of  a  board  •f  directors,  or  even  a 
majority  of  stockholders,  there  is  abundance  of 
reason  and  of  legal  authority  to  show  that  a  stock- 
holder cannot  bo  bound  without  his  consent.  See 
6th  Ui'l,  383-8,  Mass.  R.  268,  2  Watts  &  Sarg. 
166,  also  North  River  railroad  Co.  vs.  Duane,  Am. 
Law  Journal  for  1850,  p.  481,  etc. 

In  the  Maine  case,  above  recited,  it  was  also 
held  that  the  company  might  sue  a  delinquent 
subscriber,  without  first  selling  his  shares,  for  the 
purpose  of  raising  the  amount  of  his  assessments. 

So  in  our  state,  in  Massachusetts,  and  Pennsyl- 
vania, the  statute  remedy  of  declaring  the  stock 
of  a  delinquent  subscriber  forfeited  for  non-pay- 
ment of  assessments,  is  declared  to  bs  merely  cu- 
mulative, and  no  wise  intended  to  prevent  the 
company  from  suing  for  the  amount  due,  as  in 
the  case  ef  an  ordinary  debt. 

In  the  Kennebec  and  Portland  Railroad  Com- 
pany vs.  Waters,  reported  34  Maine  R.,  p.  369,  the 
court  held  that  a  subscriber  to  the  stock  of  that 
company^could  not  allege  that  he  subscribed  upou 
a  condition  not  expressed  in  the  paper  or  book  in 
which  his  subscription  was  conta  ned. 

A  written  contract  cannot  be  frittered  away  by 
parol  testimony.       ..    ,    .  ^„... .  -     :;   -cw   .s-.»;'-i 

DAMAGES  IN  CASE  OP  A  BODILY   INJURY    UNSKirCLLY 
TKEATED. 

Newell  .against  The  New-  York  arul  New-Haven 
Railroad  Company. — This  action  for  a  railroad  in- 
jury ^was  tried  in  our  superior  court  last  week 
before  Judge  Slosson.  The  plaintiff  is  one  of  the 
victims  of  the  Norwalk  accident,  in  May  last,  al- 
most the  only  one  remaining,  we  believe,  whose 
claim  has  not  been  amicably  adjusted  and  paid  by 
the  company ;  and  in  this  case  some  attempts,  un- 
fortunately unsuccessful,  have  been  made  at  a 
compromise  between  the  parties.  At  the  time  of 
the  accident,  the  plaintiff  was  on  bis  way  fVom 
his  place  of  residence,  which  is  in  Georgia,  to  visit 
friends  in  New-England.  He  was  in  the  front  car, 
and  was  precipitated  into  the  water;  his  leg 
was  broken  near  the  ankle,  by  which  ho  was 
rendered  permanently  lame,  his  face  was  badly 
cut,  his  back  was  injured,  and  he  received  several 
other  minor  cuts  and  bruises.  About  a  fortnight 
after  the  accident,  he  left  Norwalk,  and  proceefted 
on  his  journey,  having  been  advised  by  his  physi- 
cian that  it  was  safe  for  him  to  do  so. 

The  accident  and  the  negligence  of  the  company 
were  admitted  ;  the  only  question  raised  was  as  to 
the  amount  of  damages.  In  mitigation  of  them,  it 
was  shown  that  the  plaintiff  had  suffered  no  direct 
pecuniary  loss;  his  bill  for  surgical  attendance 
having  been  paid  by  the  company  ;  and  the  evi- 
dence of  several  very  distinguislicd  medical  men 
was  introduced  to  show  that  if  the  fracture  of  the 
leg,  which  was  the  principal  injury,  had  been 
properly  treated,  and  Mr.  Newell  had  been  pru- 


dent and  careful  and  had  not  walked  too  soon,  the 
fracture  might  have  entirely  healed.  The  ques- 
tion was,  simply,  how  far  the  company  was  re- 
sponsible for  the  injury,  and  how  far  it  resulted 
from  the  plaintiff's  negligence. 

His  Honor,  Judge  Slosson,  instructed  the  Jury 
substantially  as  follows  :  In  actions  of  this  nature 
the  general  rule  is  that  the  party  is  entitled  to  a 
compensation  for  all  such  loss^  or  damage  as  is  the 
necessary  or  natural  result  or  consequence  of  the 
act  complained  of  It  will  include  the  plaintiff^s 
expenses  and  his  loss  of  time.  There  may  be,  al- 
so, fair  and  just  compensatioa  for  the  plaintiff's 
bodily  sufferings.  By  loss  of  time  I  mean,  such 
a  compensation  as  the  Jury  may  think  proper  for 
the  actual  bodily  sufferingii  endured  by  him,  so 
far  as  they  are  attributable  to  the  injury  for  which 
the  defendants  are  liable. 

There  is  another  class  of  damages  which  is 
sometimes  allowed  in  addition  to  the  above ;  it  it 
called  exemplary  or  vindictive  damages.  Such 
damages  are  allowed  upon  the  principle  of  punish- 
ing the  offence,  as  the  other  arc  allowed  upon  the 
principle  of  compensatson  only.  The  two  unite 
where  the  injury  is  accompanied  by  malice  direc- 
tly alleged  and  proved,  or  by  circumstances  of 
such  aggravation  as  are  suffcicnt  to  raise  a  pres- 
umption of  malice.  In  the  present  case,  under 
the  pleadings,  evidence  of  malice  would  probably 
be  altogether  in  admissible.  It  is  n«t  alleged. 
'  Negligence  and  carelessness"  are  all  that  are  al- 
leged, and  these  ars  not  denied  by  the  defendant's 
answer.  It  is  not,  therefore,  a  case  for  the  inflic- 
tion q{  exemplary  damages. 

But  the  case  presents  the  simple  issue,  and  the 
only  one  for  the  Jury  to  pa.ss  upon,  viz.,  what  is 
the  amount  of  compensation  due  to  the  plaintiff 
for  bis  actual  damage  and  loss,  including  the  per- 
sonal suflRjrings  attributable  to  the  disaster. 

The  extent  of  the  general  catastrophe,  and  tho 
supposed  or  remembered  horroi-s  attending  that 
deplorable  event,  should  not  be  permitted  to  influ- 
ence the  mind  of  the  Jury  in  assessing  the  plain- 
tifTs  damages.  Justice  would  certainly  be  per- 
verted if  they  allowed  themselves  to  indulge  in  con- 
siderations which  were  not  legitimately  before 
them. 

Another  rule  to  be  borne  in  mind  is,  that  if  the 
plaintiff  might,  by  the  excercisc  of  ordinary  care, 
have  diminiscd  the  damages  originally  caused  by 
tho  defendants  negligence ;  or  if  by  his  own  impru- 
dence and  want  of  ordinary  precaution  and  care 
he  had  greatly  aggravated  tho  injury,  the  defen- 
dants should  not  be  made  liable  for  tho  increased 
damages  consequent  upon  such  imprudence. 

All  the  physicians  testify  that  the  injury  to  the 
leg  in  its  present  condition  3s  incurable.  They 
also  pretty  uniformly  concur  in  the  opinion  that 
the  original  fracture  was  not  one  of  unusual  sever- 
ity, and  was  easily  curable ;  so  that  the  limb  with 
proper  caro  and  treatment  could  have  been  per- 
fectly restored,  unless  there  was  some  combina- 
tion of  injury  which  had  escaixsd  detection.  The 
main  question  in  dispute  therefore  is,  what  is  the 
cause  of  the  present  condition  of  the  limb  1  Is  it 
t\ie  result  of  the  accident  itself; — the  n  cessary 
and  natural  result*?  or  is  it  owing  to  the  plaintiff's 
own  impradeuce  1  or  to  the  bad  trcatcment  of  the 
physician  I  The  defendants  theory  is,  that  it  is 
attributable  to  one  or  the  other,  or  both  combined, 
of  the  latter  causes ;— that  is,  his  own  imprudence, 
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or  bis  physician's  unekillnecs,  or  both.  If  you  are 
satisfied  upon  the  evitleace  that  the  iDJury  ha^ 
been  aggravated  or  increased  by  the  plaintifTs 
own  impmdence,  then  the  defendants  will  not  be 
liable  for  such  aggravation  of  damage.  But  the 
imprudence  of  the  pfaintifif  which  will  excuse  the 
defendants,  must  be  a  wilful  imprudence.  If,  for 
example,  he  acted  uadcr  the  adrico  and  with  the 
consent  of  a  physician,  then  he  would  not  be  guil- 
ty of  wilful  imprudence,  though  he  might  hare 
been  badly  advised.  But  if  he  had  used  the  in- 
jured limb  too  soon  under  the  advice  of  a  surgeon 
whom  ke  himself  employed,  or  if  he  had  done  so 
without  advice,  wilfully  and  recklessly,  then  the 
defendants  ought  not  to  be  held  liable  fur  the  ag- 
gravation or  increase  of  injury  consequent  npoa 
such  imprudence ;  but  if  the  physician  was  em- 
ployed by  the  company,  then  the  company  would 
be  responsible  for  any  aggravation  of  the  injury 
which  arose  from  his  bad  treatment  or  mistaken 
advice. 

As  to  who  employed  thse  physicians,  there  is 
no  distinct  evidence.  It  is  probable,  that  at  the 
time  of  the  accident,  each  rendered  what  assis- 
tance be  could,  from  motives  of  humanity,  and 
without  any  specific  employment  by  any  one. 
They  were  all,  however,  subsequently  paid  by  the 
company,  who  paid  the  expenses  of  all  the  suffer- 
ers. But  I  am  not  prepared  to  say  that  this  fact, 
that  the  company  afterwards  paid  them  for  their 
service,  will  throw  upon  the  defendants  the  incres- 
ed  damages,  resulting  from  any  bad  treatment  on 
the  part  of  the  physicians.  I  shall,  therefore, 
leave  it  to  you  to  decide,  as  :i  matter  of  fact, 
in  whose  employ  the  were,  if  that  question  should 
become  material,  which  it  does  not,  except  on  the 
theory  of  want  of  skill  on  their  part,  of  which  the 
Jury  also  are  to  judge. 

If,  therefore,  you  shall  be  of  opinion  that  the 
present  diflSculty  is  owing  to  the  plaintiff's  vrUfid 
imprudence,  or  to  the  bad  advice  or  bud  treatment 
of  a  physician  employed  by  him,  tiicn  the  defen- 
dents  will  not  be  liable  for  the  aggravated  dama- 
ges. But  if  it  is  a  natural  result  of  the  accident, 
or  is  attributable  to  the  bad  treatment  of  a  physi- 
tian  employed  by  the  defendents,  then  the  defen- 
dents  will  be  liable  to  the  full  extent. 

In  estimating  the  amount  of  damages,  you  are 
to  take  into  consideration  the  circumstances  in 
the  life  and  the  occupation  of  the  plaintiff,  and  the 
nature  and  extent  of  the  injury,  whether  tempor- 
ary or  permanent,  and  liberal  allowance  may  be 
made  to  the  plaintiff,  including  a  fair  and  just 
compensation  ^or  bodily  suffering,  but  carefully 
excluding  all  idea  of  exemplary  or  vindictive  dam- 
ages.  The  Judge  here  reviewed  the  evidence. 

Verdict  was  rendered  for  the  plaintiff  for  $5,- 
000. 


'flapcrlnteiCilciit  at  th«  Erie  Rvllroad. 

Mr.  Chaa.  Minot  has  resigned  the  office  of  Gen- 
eral Superintendent  of  the  New  York  and  Erie 
Railroad,  and  Mr.  D.  C.  McCallum  has  been  ap- 
pointed as  his  successor,  the  resignation  and  ap- 
pointment to  take  effect  on  the  first  day  of  May. 


To  ClTll 


Bngrineers 
veyors. 


and  Sur- 


'TRANSITS,  Level  and  Surveyore'Compassea  Manufactured  oo 
*■  the  moet  improved  principle  and  of  tbe  Best  Quality 

hy  THOKAS  HITNT, 
No.  69  JPultoi  Street, 
I7IO*  New  York. 


Boiler  aiLd  Tank  Rivets, 
Nats  and  Wasliers ; 

All  Sizes  of 

Bolts  and  Bolt  £nds 

for  Sale  by 
BRIDGES  &  BROTHER, 
64  Courtland  St,  N. 


285 


a 


Y.! 


N.    A.  BOYAI TON'S 
Ventilating  Heater  for  Woof|. 


Length,  4  ft.  3  in. ;  width,  1  ft.  10  in. ;  height,  3 

ft.  8  ifi. ;  occupies  in  brick-work,  6  ft.  6x7  ft. 

A  new  and  complete  Ventilating  Heater,  de- 
signed expressly  for  burning  wood,  combining 
strength  and  durability,  simplicity  of  constructiob 
and  economy  in  the  use  of  fuel,  with  perfect  effi- 
ciency in  operation. 

Is  entirely  of  cast  iron,  with  but  one  joint  (tlie 
body  being  cast  whole),  thereby  preventing  the 
escape  of  gases  and  smoke. 

The  fire  chamber  is  capacious,  will  receive  wood 
four  f«et  in  length,  and  is  so  formed  as  to  admit  a 
large  amount  of  fuel,  without  choking  or  smoul- 
dering the  fire. 

The  entire  radiating  surface  of  the  body  is  large, 
corrugated  in  form,  and  brought  in  the  closest  pos- 
sible contact  with  the  fire  at  all  points  ;  provision 
being  made  for  the  expansion  and  contraction  of 
the  iron ,  without  danger  of  cracking  and  break' 
age. 

The  radiator  is  of  approved  construction,  loca- 
ted entirely  above  tbe  body,  occupies  less  space 
and  affords  a  larger  amount  of  effective  radiating 
surface  than  the  corresponding  part  of  any  heatar 
in  present  use. 

The  above  is  adapted  to  all  classes  of  public  and 
private  buildings  can  be  set  in  low  cellars,  and 
possess  peculiarities  worthy  the  examination  of 
those  who  require  a  first-class  wood  heater. 


by  the  upward  Dafflral  draft,  and  having  a  revolv- 
ing grate  that  clears  the  fire  chamber,  itithout 
dust,  and  powerful  water  back,  affording  hQt  wat- 
er for  all  purposes,  with  a  provision  for  hot  air 
fixtures,  for  heating  other  rooms  without  extra 
fuel-it  becomes  at  once  the  most  couveuiefit  and 
economical  range  in  use.  I 

Examioations  respectfully  solicitM. 

CUILSON,  RICHABDSON  &  00. 
374  Broadway,  New  York, 

^Uso,  101  and  103  Blackstt>ne-St.  Boston. 
181t 

Railroad  Iroii. 

OfVm  TONS  Bailroid  ir;n.  Weighing  about  19 
wvAyv/  lbs.  per  yard,  "  Krle  "  patiem  ol  G  L  aad 

Crawsnay  '  mannfa^.ture,  now  on  the  way  trom  the 
«hlpping  porta  lo  Great  Britain  to  thia  port,  for  sale  bv 
P.  CilOUTEAU,  Jr.,  SAKFORD  &,  CO., 

r>er>^niber  4,  tR62.  No.  61  New  •trcet. 


To  Railroad    Companies  and 
Contractors^  y 

SECOND  hand  engines  for  sale  in  good  nmning 
order  and  condition. 
2  engines,  10  in.X20in.  cylinder,  4  drivers  W  inch 

diameter,  about  IC  tons  weight. 
2  engines,  10  in.XlS  in.  cylinder,  2  drivers  54  inch 
diameter,  weight  about  14  tons. 
For  terms,  &c.  l^>ply  to 

■  CLARK  (t  JESUP, 

'*      General  Railroad  AgentB, 
4tl6  88  Exchange  Pbkce. 


Brass  Tubes  for    LocomotlTe 
and  Marine  Boilers. 

THS  underHigned  baviog  been  ap|>oiDted  Agent  fur  tiM  bighw 
•*•  resipectabte  luanutacturerg  iledsrs.  Allen,  Everitt  it  Son  or 
Blrminirham,  in  prepaped  to  take  orders,  at  fixed  i»1ce«,  Itj - 
Brasu  Tut>et)  of  all  diametera,  lut  Engmet.—Sor  Autbei  paiticu 
lars  wkI  inspectian  of  pattemx,  please  apply  lo 

iOUK  H.  HICKS, 
March  1854.  SO  B«aTer  atr. 

C.  Floyd- Jonejs.,      j 

Division  Engineer  3d  and  12th  Dik-isioiN. 

ILLIBOIS  CKNTEiLL  RAILROAD.  | 

Vandalia,  tH.  ^ 


L. 


lin. 


METROPOLITAN  COOKING  RANGE. 

A  NEW  and  SQ[?ERIOR  ARTICLE.  Embrac- 
ing all  the  modern  improvements,  equally  fitted 
for  the  use  of  anthracite  or  bituminous  coal,  coke, 
or  wood. 

By  burning  its   fuel  in  a  stratnm  over  a  large 
surface,  and  having  its  extra  large  oven  ^evated  I 
to  a  level  with  tbe  top  of  the  fire  chamber,  heated  I 


L.  M.  HOFFMAN,  Auctioneer. 

Railroad  Iron  at  Aneti< 

M.  HOFFMAN  &  CO.  will  sell   on  "WED- 
NESDAY, 10th  inst.,  at  12  o'clock,  at  tbe 
Merchants'  Exchange — 

1 ,570  Tons  Railroad  Iron, 

T  pattern,  weighing  65  lbs.  per  yard. 

For  further  particulars,  apply  at  the  office  of  the 
Auctioneers. 

May  8.  It 

IVIDEND  NOTICE.— The  SEMI-ANKUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  fullowing  named 
securities,  will  be  paid  on  and  aft^r  that  date  at 
the  office  of  the  undersigned  on  presL'ntation  oKthe 
proper  coupons,  viz :  1  I 

The  Bonds  of  the  City  of  .Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and.  Pittsburgh  Railroad 
Company  7  per  cents.  , 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,) 
issued  to  the  iJlevcland,Painesville  land  Ashtabula 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  PitUburg,  (Peo*.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  tirst  Monday  of  May  next,)  6  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  dent. 

The  Sciota  and  Hocking  Valley  Kailroad  Com- 
pany First  Mortgage  Bonds,  7  per  oents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds.  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cei^ts. 

New  York,  April  29,  1864.  ! 

WINSLOW,  LANLER  &  Co.,  Nb.  62  Wiil-iL 


■i^-- 


286 


AMERICAN    RAILROAD    JOURNAL. 


RAIL  ROAD  CAR  FINDINGS, 

■  i*      BRIDOBS  A  BROTHBR, 
64  Conrtlandt  Street,  V.  T. 
Wni:EL§  AND  AXLES, 

TAWS,  B0XZ8,  AlTD  CASTIN08  7ITTID. 

WROUGHT  NUTS,  BOLTS  AND  WASHERSi 

E96I5E  A5D  CAR  SCREW  BOLTS,  aQ  SUES, 
COACH  LAG  AND  TELEGRAPH  SCREWS, 
LOCOMOTIVE  ENGINE  LANTERNS, 

Trom  the  BEST  Manafutnren  and  at  their  Prleea. 

CAR,  HAND  and  SIGNAL  LANTERNS. 

COTTON  DUOS,  FOR  OAR  COVBRINGh 

of  any  required  width  to  124  ineheii 

ENAMELED  UEAD  EI2VI1VGS, 

^         Hie  belt  artiele  made  in  thia  eooatry. 

JPJLUSMTy  and  CUMtM^ED  B^WK. 

HAND  CARS  AND  BAGGAGE  BARROWI. 

PASSENGER,  FREiGHT-CAR,  AND  SWITCH 
LOCKS,  DOOR  KNOBS  AND  BUTTS. 

BRASS  and  IRON  WOOD  SCREWS. 

V  BRASS  AND  SILVER  FLATED  TRlMlKINfll 

For  Windowi  and  Seats. 

TliHISI,  COACn  JAPAN,  AXD  OIUI, 

PainU,  YamUh  and  6lae  Brashes. 

SILVER  PLATED  AND  WHITE  METAL  LEniRS. 

EJTGI^E  and  8IGJr»dE.  BELMJ^ 

ANTI-FRICTION,  OR  BABBITT  METAL. 
PORTADLB  FORGES  &  JACK  SCREWS. 

HEMP  PACKIN8,  AMERICAN,  RUSSIA  AND  ITALIAN. 
OOHDTTCTOB'B  BADGES  AND  B  AGO  AGE  CHECKS. 

Iron  Bronzed  and  Brass  Hat  Hooks. 
VENTILATORS  AND  WHITE  METAL  RINGS, 

And  all  other  Articles  pertaining  ts  Can. 

ALBERT  BRIDGES.I^Ji.^r.rKTKtMTk'S^i!'""""'''^^ 
ALFRED  BRIDGES,  j XS?"'"*"'  '"''^  * ^- ""'"»'»• 


To  Contractors. 

The  Virginia  Central  Railroad  Co.  proposes  to 
contract  for  taking  up  about  36  rails  of  super- 
structure now  laid  with  the  strap  rail,  and  relay- 
ing with  a  heavy  rail,  the  contractor  furnishing  ev- 
ery thing  except  the  tics  which  will  be  distribu- 
ted by  the  company. 

Sealed  propospals  will  be  received  at  the  ofSce 
of  the  company  in  Richmond,  until  the  24th  day 
of  May  next,  at  9  o'clock. 

The  Rail  to  be  used  must  weigh  from  55  to  60 
lbs.  to  the  yard.  P.iyments  to  be  50  jier  cent, 
cash,  and  60  per  cent,  in  the  Bonds  of  the  com- 
pany running  30  years,-  and  secured  by  a  mort- 
gage on  the  whole  property  of  the  company. 

Speciflcaiions  may  be  obtained  at  the  Engineer's 
office  at  Richmond,  after  the  10th  day  of  May. 
CHARLES  ELLET,  Jr. 

Chief  Engineer. 

April  26th  1854.  3t.l8 


Railroad  Companies    and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
oflBce  to  give  their  orders  to,  as  ihoitsands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT, 
European,  American  Employment  Office, 
287  Broadway,  corner  Reade-st. 
3m'*10    Under  the  Irving  House,  New  York. 


Si,  700,000 

LOAN  OF  THE  MORTGAGE  BONDS  OF  THE 

NEW  YORK  AND  HARLEM  RAILROAD 

COMPANY. 

This  Company  will  receive  proposals  for  one 
million  seven  hundred  thousand  dollars  of  their 
First  Mortgage  Bonds,  issued  in  sums  of  one 
thousand  dollars  each,  payable  at  the  oflBce  of  the 
Company,  in  the  City  of  New  York,  on  the  first 
day  of  May,  1873,  with  coupons  attached  for  the 
payment  of  interest  at  the  samu. place  semi-annual- 
ly, on  the  1st  of  May  and  1st  of  November,  at  the 
rate  of  seven  per  cent,  per  annum. 

Tiiese  Bonds  are  secured  by  a  First  and  only 
Mortgage,  to  Thomas  W.  Ludlow  and  R.  M.  Blatch- 
ford,  Trustees,  on  the  road  and  its  appurtenances, 
made  under  special  authority  of  an  Act  of  the 
Legislature  and  vote  of  tlie  Stockholders. 

The  whole  amount  of  Bonds  which  can  be  is- 
sued under  the  Mortgage  is  $3,000,000,  and  will 
be  the  first  and  only  lien  upon  the  road,  and  will 
constitute  the  sole  debt  of  the  Company.  The 
Company  reserve  $1,300,000  of  this  Mortgage  for 
the  exchange  of  all  the  outstanding  plain  Bonds 
of  the  Company  now  in  existence,  and  propose  to 
dispose  of  the  residue,  One  Million  Seven  Hundred 
Thousand  Dollars,  for  the  purpose  of  discharging 
all  their  fioating  dept,  and  of  payment  of  the  ex- 
penditure necessary  for  the  I'bll  completion  of  the 
improvements  now  in  progress  upon  the  road. 

The  capital  of  the  company  paid  in  is  $1,500,000 
of  Preferred  Stock  and  $3,600,000  of  Common 
Stock,  upon  which  regular  dividends  haye  been 
earned  and  paid  for  the  last  five  years  of  Eight  (8) 
per  cent.  i>er  annum  on  the  former  and  Four  (4 
per  cent.)  on  the  latter. 

The  receipts  of  1853  amounted  to  961,467,  be- 
ing an  increase  of  twenty-six  (26)  per  cent  over 
1852,  and  there  is  no  doubt  a  still  larger  business 
will  be  done  the  present  year. 

The  public  have  therefore  now  offered  them  a 
home  security  of  the  most  reliable  character. 

The  Acceptances  of  the  Company  will  be  receiv- 
ed in  payment  for  the  Bonds. 

Twenty  (20)  per  cent,  is  required  to  be  paid 
on  acceptance  of  bids,  and  Twenty  (20)  per  cent, 
every  thirty  days  thereafter,  for  which  Bonds  will 
be  given;  "Ten  (10)  per  cent,  however  of  the  first 
instalment  being  reserved  by  the  Company  until 
completion  of  the  contract;  interest  to  be  adjusted 
from  the  1st  of  May. 

Parties  have  the  privilege  of  making  payment  in 
full  and  receiving  their  Bonds. 

Sealed  Proposals  will  be  received  at  the  office 
ofBLATCHFORD&RAINSFORD,  No.  68  Wall 
street,  on  or  before  the  10th  day  of  May  next,  at 
3  o'clock  P  M. 


LOCOMOTiVK  KNGINKS. 
A«  &  W.  Denmead  &  Son, 

BALTIMORE,  MD. 

HAVING  THEIll  IKON  iOUNDKY  &  MACHINE  SHOP 
in  complete  opcratiou,  are  prepared  to  execute,  Cutlifully 
ami  prompUy,  orders  for 

Locomotive  or  Stationary  Steam  Ei^piie*, 
Woolen,  Cotton,  Flour,  Klee,  Su^jar,  Grist  or  Saw  Millw, 
Machiinery  lor  cutting  all  kinds  of  Gearing, 
Hydraulic,  Tobacco,  and  other  Presses 
Car  and  Locomotive  patent  Rintj-WheeU,  warranted, 
Bridge  and  Mill  Castings,  of  every  description, 
Gas  and  Water  Pipes  all  sizes,  warranted, 
Itailroad  WheoLs,  with  beat  Ikgoted  axle,  fUmishcd  ami  fit 
up  for  use,  complete. 

Estimates  for  Work,  in  any  part  of  the  United  States,  fur- 
nished at  short  notica  ap.14-15 


Krupp^s  Best  Cast  Steel. 

SUITABLE    FOR 

MINT  AND  PLATERS'  ROLLERS. 

ALSO  of  large  size  (72  by  18  inches  diameter)  for  rolling  Iron, 
Copper  or  Brass. 
Pistons  of  Steam  Engines  and  Shafts  lor  steamboats,  not  ex- 
ceeding six  tons  weight  in  one  piece. 

Also  the  celebrated 
CAST  STEEL  AXLES  AND  TIRE 
made  from  a  .solid  bar  without  welding.     Agents 

THOMAS  PROSSER  &  SON, 
16tf  28  Plait  street,  New  York. 

Railroad  Iron. 

/try  £\  TONS  47  lbs.  per  yard  of  lieat  quality  now  iu  store 
TP  »  Vf  at  New  Orteana.    lor  lalc  by 

Y08B  PERKINS  St  CO 
ImU  ii  SouUt-WUbaui  ktre«t. 


Notice  to  Contractors. 


fi«Bj 


Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  viaClay  ton, Georgia,FrankliuNorth 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Turniptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Turniptop  Mountain  to  the  Rabon 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  of  6800 
ftjet,  one  of  1 100  feet,  and  one  of  400  feet  in  length ; 
a  suspension  bridge  across  the  Chatnga  River  600 
fe*t  long,  with  some  very  heavy  earth  and  rock 
mts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  mijes,  the  line  follows  down 
the  Tennessee  River ;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  some  of  which  is  rock ; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  36  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet.  From  Hardens  to  Knoxville,  a  distance 
of  46  miles,  the  line  follows  the  river  about  eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville  ;  thia 
portion  of  the  road  is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
1000  feet  long  and  46  feet  high,  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
and  from  Franklin  to  Anderson, stratified  sandstone 
and  gneiss  rock.  The  character  of  (he  earth  is 
sandy  and  clay  loam.  The  Hne  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way off"ers  great  inducements  to  experienced  con- 
tractors. The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  the 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  ateach  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with'cash  p."iyment8,  alsoeighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13  ANSON  BANGS  &  Co. 


To  Contractors. 

PHILADELPHIA,  WILMINGTON  AND  BAL- 
TIMORE RAILROAD  OFFICE.— Philadelphu, 
April  2l8t,  1854.— PROPOSALS  will  be  received 
at  this  ofiice  until  May  26th,  1864,  for  driving  the 
piles,  protecting  the  foundations,  and  for  the  Ma- 
sonry above  and  under  watei,  of  the  proposed 
Bridge  across  the  Susquehanna  River  at  Havrc- 
de-Gracc,  Maryland. 

Also,  for  the  Grading  and  Masonry  of  the  new 
location  of  the  Ru:td  adjoining  the  Bridge,  and  of 
the  Port  Deposit  Branch  Railroad. 

Plans,  profiles  ond  specifications  may  bo  seen  at 
the  Engineer's  Office,  iu  Havre-de-Graco. 

S.  M.  FELTON, 

17,4t  Pres.  P.  W.  and  B.  R.  R. 

Railroad  Iron  For  Sale. 

ABOUT  800  tooB  Raito  of  mo«t  approved  Welsh  patterns,  for 
Mia  by  CLARK  tc  JESUP, 

17  tf  38  Xzciiao««  Place,  N«w  Tork. 


AMERICAN    RAILROAD    JOURNAL.. 


s^'-^"i*n  jJ-rt*-" 


\: 


JZ87 


M.  W.  BALDWIN  &  CO.,  Engineers, 

Broad  and  HamiltoD  streets,  Philadelphia, 
'QTOULD  call  the  attculion  of  Uailroad  Muiiat^ra,  and  those 
''  interested  in  Railroad  Property,  to  their  System  of  Loco- 
MOTiYB  EnoineS  in  which  they  are  adapted  to  the  particular 
business  for  which  they  may  be  refjiuired  ;  by  the  use  of  one, 
two,  three  or  four  pair  of  driving  wheels ;  and  the  use  of  ttie 
whole,  or  bo  much  of  the  weight  as  may  be  desirable  for  ad- 
beskxi :  and  in  accommodating  tliem  to  the  grades,  curves, 
Btrengtii  of  auperstructioii  and  mi!  and  work  to  be  done.— By 
these  means  the  maximum  useful  effect  of  tlic  power  is  secured 
with  the  least  expense  for  attendance,  cost  of  fuel  and  repairs 
to  Road  and  Engine.  With  these  objects  in  view  and  as  the 
result  of  twenty-three  years  practical  experience  in  the  business 
by  our  senior  Partner  we  manutucture  fire  different  kinds  uj 
En^ixes  and  several  classes  or  sizes  of  each  kind. 

Particular  attention  paid  to  the  strength  of  the  machine  in  the 
fian  and  workmanship  of  all  the  details.  Our  long  experience 
and  opiiortunities  of  obtamiug  information,  enables  us  to  otfer 
these  engines  with  the  assurance  that  in  eflttciency,  economy  and 
durability  they  will  compare  flivorably  «ith  those  of  any  other 
kind  in  use. 

We  atoo  fumwh  to  order,  Wheels,  Axles,  Bowling  Tire  (to  fit 
centres  without  l>oring),  Composition  Castings  for  Bearings  : 
every  description  of  Copper  Sheet  Iron  and  Boiler  work  •  and 
every  article  appertaining  to  the  repair  or  renewal  of  Loco- 
motive Engines. 

M.  W.  BALDWIN. MATTHEW  BAIRD. 


New  York  and  Krie  K.  R. 

PASSENGER  TRAINS 
leave  Pier  foot  of  Duane  street, 
as  follows,  vix:  — 
BurFALO  Express,  at  7  a.  m.  fbr  Uulfalo  direct,  over  ttte  N. 
T.  &  E.  R.  R.,  and  the  B.  &  N.  Y.  City  R.  R.,  without  change 
of  baggage  or  cars. 

MjlII^  at  8i^  a.  Di.  for  Dunkirk  and  BuSklo,  and  intermediate 
stations.    This  train  remains  over  night  at  Eluiira,  and  proceeds 
the  next  morning. 
Wat  Expribs,  at  12)i  p.  m.  for  Dunkirk,  and  intermediate 


Accommodation,  at  3  p.  m.  for  Delaware  and  interiucdiate 
■tations.  ■  .   ,;.         j 

NBWBtTBO  BxpRBSS,  at  4  p.  m.,  foT  Newburg.   ■^;'  iv^-'''-.-- 

Wat  PASSENaKB,  at  4  p.  m.,  for  Piermoat  ai>d  intenaedbte 
Btationa. 

Night  Exprbss,  at  5  p.  m.  for  Dunkirk  and  Buflklo. 

On  Simdays  only  one  Express  Train — at  5  p.m. 

These  Express  Trains  connect  at  Dunkirk  with  the  Lake  Shore 
Railroad  for  Cleveland,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 

CHA8.  MINOT,  Bup't 

Great  Western  Mail  Route. 

SIXTY  MILES  DISTANCE  SAVED  TO  CHICAGO  AND 
ST.  LOUIS.  THE  MICHIGAN  SOUTHERN  AND 
NORTHERN  INDIANA  RAILROAD  LINE,  carrying  the 
Great  Western  United  States  Througti  Mail,  have  the  following 
staunch  tirst-class  Steamers  running  on  Lnke  Eric  m  connectiun 
with  the  NEW  YORK  AND  ElUE  RAILROAD  from  Dunkirk, 
touching  at  Cleveland,  and  couuectmg  willi  their  Road  at  To- 
leao,  aud  coimecting  directly  with  the  CHICAGO  AND  ROCK 
bLAND  KAILROAD3  at  Chicago,  in  the  same  Depot,  thus 
forming  a  Daily  Lme  lor  Passengers  and  Freight  from  New 
York  to  the  Mississippi  River.  NIAGARA,  CdpU  Miller ; 
EMPIRE,  Capu  Mitchell ;  KEYSTONE  STATE,  Capt.  Rich- 
ards ;  LOUISIANA,  Capt.  Davenport  Also 
A  DAILY  LINE  FROM  BUFFALO  DIRECT  TO  MONROE, 
by  those  well-known  magniticeut  Floating  Palaces,  EMPIRE 
STATE.  3.  WiLBON,  Commander,  leaves  Butfklu  Mondays  and 
Thursdays;  SOUTHERN  MICHIGAN,  A.  D.  Pbrkins,  Com- 
mander, leaves  Bulbilo  Tuesdays  and  Fridays;  NORTHERN 
INDIANA,  L  T.  Pbsatt,  Comuuuider,  leaves  BuHalo  Wednes- 
days and  Saturdays. 

One  of  the  above  splendid  Steamers  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  0  o'clock,  P.  M.  every  day,  (ex> 
cepl  Sundays)  aud  run  direct  through  to  Monroe  withojt  lauding, 
in  14  hours,  where  the  LIGHTNING  E.VPRESS  TRAIN  wiU 
be  in  waiting  to  take  passengers  direct  to  Chicago  in  8  hours,  ar 
riving  next  evening  after  leaving  Buttale. 

Running  lime  from  Now  York  to  Bjffalo 14  hours. 

Kunniug  time  from  Buffalo  to  Monroe 14  hours. 

Running  time  from  Mooroe  to  Chicago 8  hours. 

ToUL 36  hours. 

Connecting  at  Chicago  with  a  tine  liuaof  Low  Pressure  Steam- 
boats to  all  places  north  of  Chicago  to  Green  Bay  ;  also  with 
Chicago  and  Rock  Island  Railroad  to  La  Salle,  and  there  con 
nect  with  Illinois  River  Line  of  Steamboats,  or  Expro-ss  Tra-ins 
of  ILLINOIS  CENTRAL  AND  CHICAGO  AND  MISSIS 
SIPPI  RAILROADS,  or  comicctiiig  at  Rock  IslanJ  with  reg 
ular  line  of  steamers  for  all  {>oiuts  above  anJ  below,  making 
the  cheapest  and  most  direct  Route  to  St.  Louis,  Rock  Island, 
Minnusola,  and  the  Great  West 

The  AMERICAN  LAKE  SHORE  RAILROADS  from  P.iif- 
falo  and  Dunkirk  connect  with  this  hue  at  Tu  udu,  I'oniiiiig  the 
only  direct  and  cuutitiuous  liiu!  of  Railroads  li-oiii  the  Atlantic 
Seaboard  to  the  Valley  of  the  Mississippi. 

Running  time  to  Utucago,  36  hours ;  lo  SU  Louis,  5C  hours. 
FOUR  DAILY  TRAINS  by  Railroad  all  the  way.  ' 
TWO  DAILY  LINES  by  S.earaers  on  Lake  Erie. 

Thus  the  Traveller  and  Sh  pper  can  see  at  a  giuuce  that  no 
Other  Line  can  enter  the  lists  as  competitors. 

Paaaengers  Ticketed  Througti  from  New  York  with  privilege 
of  stopping  over  at  any  |>oint  on  the  route,  aud  resuming  scits 
at  leisure,  either  by  the  New  York  and  Erie  Railroad,  via  Dun- 
kirk, New  York  and  Kne  and  Bufttio  and  Xu»  York  City 
Railroad  via  BuSalo  :  People's  Line  of  SteaiiitMNits,  Hudson  Kiv 
er  or  Harlem  and  New  York  Central  lUilrouds,  via  Albany  and 
BuHUa 

For  any  further  Information,  Through  Tickets,  or  Freight,  ap- 
ply at  the  Company's  OtUce,  No.  193  Broadway,  comer  of  Dey 
■L,  M.  Y.,  to  ioan  t.  PORTER,  General  Agent,  or 

L.  P.  DUNTON,  Ticket  Ageat. 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  \>y  oue  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Kailioad. 

The  above  presents  .•*  rare  opportunity  to  any 
Railroad  Company  wi-^hing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cislt  or  good 
paper.  Enquire  at  the  office  of  iJridges  &.  liro- 
thers,  04  Courtiaud  Street.  t-:  •;.     -  ^  .    . 

New  York,  Feb.  21st,  1854-        ~  ^^     ' 


Railroad  Iron. 

THE  Subscribers  are  at  all  times  prepAred  to  enter  into  con- 
tracts for  Railroad  Iron,  of  Messrs.  Guest  &  Co.,  or  other 
lea<ling  manufaeturer»'  make,  delivered  free  on  board  vessels  in 
England  or  in  this  conntry. 

BOORMAN,  JOHNSTON  Sc  CO , 
Sept  7.  00  Broadway,  New  York. 


MANUFACTURERS'  AGENCY 

FOR 

RAILROAD  FURNISHING, 

Office  18  Dearborn  St.,  Chicago,  IlL 

E.  R.T.  ARMSTRONG,  Ag^ent, 

KEEPS  constantly  on  hand  Jiailroad  SpiJces,  Burden's  make. 
Railroad  Wrought  Iron  Chairs,  superior  quality,  Ames' 
manufacture  of  JUocumotive  Tires,  Cranks,  ifc.  Washbum, 
Pond  &  Co.'s  Car  Wheels,  of  best  Salisbury  and  Stirling  Iron, 
mixed  under  direction  of  Mr.  Washbum,  and  warranted. 

Orders  invited  for  Locomotive  and  Car  Rolled  or  Hammered 
Axles — Locomotive  Lamps — Superior  Pumps,  f»r  Utations, 
Stritch  atands.  Lexers,  and  Forgets — Loconruttive  Drivers 
and  Cylinders— Boxes  and  Pedestals— Screw  Cutters  and 
Drilling  Machines— Prog's  Heads  and  Heel  Blocks—Screw 
Presses,  for  forcing  Wheels  and  Axles. 

Oils  of  a  sujierior  quality,  made  expressly  for  railroads,  aud 
free  from  gums. 

Refer  to— Illinois  Central  railroad,  Ohio  and  Mississippi  river 
railroad.  Michigan  Southern  railroad.  Galena  and  Chi<-ago 
Union  railroad.  Milwaukee  and  Mississippi  river  railroad.  Little 
Miami  railroad,  Cincinnati,  Hamilton  and  Dayton  railroad.  Cen- 
tral Ohio  railroad.  14  6ino's. 

SEYMOUR  &   CO.  GENERAL    RAILROAD 

•AGENCY,  Office,  Metropolitan  Bank  Building. 

No  110  Broadway,  have  to  dispose  of  at  private 

sale,  in  amounts  to  suit  persons  desiring  to  invest, 

the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO  AND  HOCKING  VAI,.LEY  R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS,  at  11 
years.     , 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK: 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chairs,  spikes,  switch  irons,  Slc.,  &c. 


Notice  to  Contractors. 


PACIFIC  RAILROAD  OF  MISSOURI. 

SEALED  proposals  will  be  received  by  the  un- 
dersigned, at  their  office  in  the  city  of  St 
Louis,  until  six  o'clock,  p.  m.,  of  the  15th  day  of 
May  next,"  for  the  Grading,  Masonry,  etc.,  of  the 
first  division  of  the  South-west  Branch  of  the  Pa- 
cific Railroad,  extending  from  Franklin  Depot,  the 
present  terminus  of  the  road,  some  40  miles  West 
of  St.  Louis,  to  the  crossing  of  the  Gascenade 
River,  a  distance  of  about  78  miles.  The  line 
will  be  divided  into  sections  of  about  one  mile 
each,  and  proposals  may  be  made  for  one  or  more 
sections.  The  line,  plans,  profiles,  specifications, 
form  of  contract,  etc  ,  will  be  ready  for  inspection 
on  and  after  the  first  day  of  May  next.  The 
work  to  be  let  is  quite  heavy,  situated  in  a  healthy 
country,  and  is  easy  of  access. 

The  undersigned  reserve  to  themselves  to  reject 
all  proposals  that  are  not  satisfactory. 

A.  S.  DIVEN  &,  CO. 

March  24th,  1864. 


OGDJQN  &  DELi  AFIEL.D1S, 

Late  OGDEN  i  MARTIN.  ; 

Rosendaie   Cement. 

WE  are  pn'pared  to  enter  into  arrangeaenta  for  s«ppi\-ing 
our  cement  for  public  works  or  ,otber  purposts.  We 
warrant  the  cemtuit  equal  in  everj-  resjiect  lo  any  uiaiiuticlured 
in  this  countr}-.  It  attains  a  great  degree-  of  tiardncsf,  setts  im- 
mediately under  water,  and  is  a  su|ienor  article  for  kwsaury 
coniuig  in  contact  with  water,  or  requiring  great  strength. 

For  sale  in  tight  barrels,  well  papere*!,  on  a[>(iiicatioci  at  their 
oftiee,  l>y  OGDEN  &  DELAFIBLD,  104  Wall  sL 

Tlie  above  cenient  is  used  in  most  of  the  fbrtiOcatians  buikling 

by  govemmenl.  17 
I 

Pneumatic  Pile  I>riTin|r. 

FOUNDATIONS  FOR  BRIDGES,  PIERS  &C. 

BY  THE  PNEUMATIC  process  hollow  eylindncal  piles  or 
tubes  from  eight  inches  to  tea  f^t  diameter  can  b«  driven 
Uirough  sand,  mud,  clay  or  oilier  material  to  any  required  depth. 
The  complete  success  which  has  attended  Uk  opcntioiK  of  this 
process  shows  it  to  t>e  eminently  practicable  in,  and  ntuch  the 
Ijest  method  known  for,  the  coiistructioD  of  railroad  l>rKlges 
across  deep  and  rapid  rivers  where  permasent  foundilious  o 
great  strength  are  necessary,  and  have  to  be  secured  kt  groa 
depth. 

Applications  for  license  for  the  use  of  thfc  inveotiGH^io  any 
part  oC  the  United  States  may  be  made  to  B.  V.  POOR,  Es<) 
Editor  of  the  Americon  Railroad  Journal,  t  Spruce  sl^«et ;  o 
for  coQtracts  for  pile  dhviog,  or  licenses  as  above  to      i 

CUARUOS  PONTEZ, 

March  25th,  1S64.  NewTYork. 


To  Contractors. 


r 


mmm 


PACIFIC  RAILROAD  OF  MISSOURI 


THIRD   AND   POCRTH    DIVISIONS. 

IT  is  intended  to  make  contract  for  the  thtrd  di- 
visions of  this  road,  (extending  from  tht  Mis- 
souri river  at  Jefferson  City,  passing  near  Qeorge- 
towD  and  Warrensburgb,  to  the  Missouri  riv^r  Dear 
Independence,  about  160  miles.)  so  soon  aflter  tke 
first  of  May  next,  as  satisfactory  proposals  s^iall  be 
made. 

Contract  will  be  made  for  the  wbole  now  ofier> 
ered,  or  such  parts  as  particular  contractor^  may 
select  in  form  and  quantity  to  suit  the  inteitests  of 
the  company.  Proposals  are  asked  for  by  Che  cu- 
bic yard,  with  cash  payments ;  Uut  contractors 
may,  if  they  desire,  accompany  their  oflier  with 
propos.als  for  two  thirds  cash  and  one  tUird  in 
county  and  railroad  mortgage  bonds  or  otl^r  se- 
curities. I 

Profiles  aud  maps  of  approximate  locatibn  can 
be  seen  after  first  of  April  next  at  Pacific  Rlulroad 
OflSce,  in  St.  Louis,  aud  any  informatioQ  irill  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  in  iopera- 
tion ;  the  second  division  to  Jeffen»on  Cityj  auder 
present  course  of  construction.  i 

The  third  and  fourth  divisions  now  nffenil  pass 
over  a  high,  rolling  mixed  prairie   and   tidibered 
country,  and  lor  healthfulnetis  and    supply  *f  pio- 
visions  will  compare   favorably  with   any  part  o 
the  west.  THOS.  ALLEN,  f  res. 

Tuos.  S.O'Slllivan,  Chief  Eng. 

Pacific  B.B.  Office,  St.  Louis,  Ftib.  1864. 


For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY,  etc.lst  Law 
rence  County,  N.  Y.— This  well  kiK>wn  establishmisnt,  h«v 
ing  attached  to  it  a  large  and  complete  Castini;  House  and  Ma- 
chine Shop,  with  ample  aeconiniodaiious  for  workmen,  IumI  eve- 
ry convenience  necessary  to  the  the  (irosccutioa  of  an  («teiiBive 
business,  togettier  with  valuabte  Iron  Mtoee  and  Mioui^j  Rights, 
also  Timber  Lands,  is  olTered  for  sale  by  the  proprietor,  'wljo  re- 
tiros  fl-oui  the  busuess.  The  capacity  of  tlie  Koasie  furnace 
for  making  iron,  is  believed  to  be  unsun>assed  by  any  <harcoal 
Furnace  in  Uie  countr)-,  having  n-peatedly  run  up  to  fourteen 
toos  per  day,  witlj  5S  to  60  per  cent  jieUl  fiom  on*— ijKjcular 
red  oiides — coal,  i>er  ton,  100  bushelB.  The  samp  has  been  bi 
uninterrupted  operation  for  over  twenty  Nearn,  and  the  reputa 
tioQ  of  its  iron  is  established  throughout  the  West  The  locatioa 
of  tliese  works  is  in  the  village  aud  town  of  Russip^  county  of  St 
Lawrence,  N.  Y.,  six  miles  tttxa  the  River  St  Lawrence,  aod 
ciHuiected  therewith  by  a  plank  road.  Their  cost,  a|i«l  fnmi 
premises  and  water  jiowor,  lias  involved  an  ezpeoditureof  over 
$1U0,UU0,  and  Uieir  present  efficiency,  in  every  respect  is  coti- 
sidertid  Mocjiceptiooable.  Fur  further  infonnatioci  apply  to  D. 
W  BaklwuL  Agent,  at  the  works,  or  to  the  undersigned, 

,     O.  PA^- 
Ogifcnsburgh,  N.  Y.,  April,  1853. 


To  Chief  £ngrineer8. 


LEISH. 


A  Gentleman  who  has  had  some  Eight  y«arg  Kxpaoenee^l 
cmstniction  of  various  Eastern  aud  Western  Ratiro^da  des- 
ires u  situation  as  Resident  Engineer  upon  wote  railwi^  in  the 
United  States.     The  beet  of  references  as  to  OapabtttylBod  Ef- 


ficieocy  can  be  fUmiabeci. 
East  Cambridge, :  ~ 


▲ddrew  B.  care  of^oiB  fSlB  er  ba 


* 
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'Railroad  iron. 

'^l^Hfe  Undersigned,  Agents  for  the  Manufacturers, 
M.  arc  prepared  to  contract  to  deliver  free  un  board 
at  shipping  ports  in  England,  or  at  perts  ot  discharge 
in  the  United  States,  Rails  of  superior  quality,  and  of 
•uch  wiiisht  or  pattern asmay  be  rc>quired. 

VOSE,  PERKIMS  &  CO., 
9  South  William  SU 
(*      tMftw  Vork.  June  1.  18S1. 

Knox  Sl  Sliain, 

MANtTFACTURKBB   OP 

LEVEF.S,  TllANSITS  AND  SDRVKYINO 
COMPASSES. 
.  No  72  Dock  St.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 
i    First  Preniiuni  awarded  by  the  Franklin  Institute. 


Staart,  Serrell  Sc  Co., 

CIVIL   ENGINEERS, 

Rooms  22,  24,  26  &  27, 

167  Broadway,  New  Tort 

Charlbs  b.  Stcart,  Edward  W.  Sbbrbll, 

Dasibl  Marsh,  Sahobl  IIoElbot. 


Important  to  Railway  Co^s. 

AQRKAT  itnprorement  has  recently  been  perfected  in  the 
manuracture  of  Dumping  Gravel  Cars  by  which  the  cost  U 
materially  lessened  and  the  strength  and  durability  much  in* 
creasetL 
We  liave  secured  tlio  right  to  manufiicture  these  Improved 
-^  Orts  and  can  supply  them  at  prices  ten  per  cent  lower  than  the 
■  f.ag^atary  kiod. 

Orders  directed  to  the  Hamiltoo  Car  Co.,  Hamilton,  Ohio, 
'-'  will  receive  prompt  atteotion. 


'    Sontli -Western    Car  Shops, 

•;    ,  Madison,  Indiana. 

■^  fT^HE  subscriber  is  prepared  to  execute  orders 
>   -L    At   short  notice,  for  all  kinds  of  Passenger, 

*  Freight  and  other  descriptions  of  Railroad  Cars. 

'      Work  delivered  at  any  point  accessible  by  rail- 
:  road,  or  by  the  Ohio  and  Mississippi  rivers. 

*  Facilities  for  transportation,  enable  the  subscri- 
pt ber  to  aflford  peculiar  advantages  to  Companies 

^  requiring  work  delivered  in  the  South  and  West, 

W.  CLOUQH. 
Refer  to 
Jno.  Brough,  Esq.  Winslow,  Lanier  &  Co. 

feb.18.  Im. 


Ontario,  Simeoe  &.  Hnron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simeoe  is  expected  to 
b«  completed  to  the  Georgian  Bay,  Lake  Huron  a 
»  distance  of  9fl  miles  in  June  next  where  it  will  form  the  shortest 
■  and  most  agreeable  route  to  the  North  Western  States  to  Lake 

Hichigan  and  U^he  Mineral  Regions  of  Lake  Superior. 

,      At  present  the  Passeoger  Trains  leave  Toronto  for  Barrie  (M 

■.'•  milea)  daily  at  8  a.m.  and  3.  30  p.ra,,   returning  the  same  day — 

Oo  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 

Simeoe  in  connexion  with  the  Trains  and  will  convey  passengers 

through  that  Lake  and  Lake  Conchicbing  to  OriUa  whence  a 

•hort  portage  of  eighteen  miles  will  take  them  to  tlie  waters  of 

Lake  Huron  to  the  Steamer  (Kaloolah)  wliich  nins  to  Uie  Sault 

S  t  Murie  and  intermediate  porta  iurming  the  most  expeditious 

and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 

asd  Superior. 

Arrangements  will  be  made  on  the  completion  of  tlie  road  to 
t  be  Georgian  Bay  fcr  a  line  of  first  class  Steamers  to  extend  their 
tripe  to  toe  ports  oo  Lake  Michigan. 

ALFRED  BR17NEL, 
Soparioteodent 


Cast  Iron   Chiiled  Slip  Tires 
for  Eng^ine  Driving^  Wlieels. 

rrTHE  Undersigned,  priiioij>al  Agent  lor  the  above  improvement, 
X  offers  it,  with  the  right  of  use,  to  Railroad  Companies  and 
others.  The  cost  of  these  Tires  is  loss  than  one  third  that  of 
wrought  iron,  the  cost  of  renewing  one-quarter  ;  and  the  udhe- 
tion,  atrength,  aiwl  durability  equally  as  great,  as  will  be  proved 
to  the  iiatisfartion  of  any  party.  Over  tiro  hundred  locomotive.t 
of  the  heaviest  class,  (26  to  30  tuu!<,)  upon  the  Baltimore  and 
Ohio  Ro«d,  are  shod  with  cast  iron,  withan  acknowledged  saving 
over  wrought  iron  eqiial  U>  $3U,000  |>or  dniiuni.  AddreaM 
15,1.C ZEKAU  COLBUK.N,  Pat(■rsol^  N.  J. 


Railroad  Car  Works. 

THB  Undersigned  are  prepared  to  manulhcturo  Ibr  Railroad 
Comiiaiiies,  Passenger,  Baggage,  Cattle,  Freight,  Gravel  and 
Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

F.  HUNGRRFORD  *  CO. 
MaynilU,  Ky.,  Sept.  29, 185S. 


Railroad  Iron. 

10  ^  rk  TONS  superior  quality  Yorksliire  rails  66  pounds 
%*J\J\f    T   pattern  can  l>e  immediately  delivered   at 
Kew  York,  Savannah,  or  New  Orleans. 
For  sale  by 


Aew  York,  April  laf,  1854. 


NATLOR  &.  CO. 


To  LiOcomotiYe  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  witli  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississijipi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Macliine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  dec,  &.C.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  ve 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Bail- 
road  Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  liave  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from   responsible    parties  will   be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 
Letters  may  be  addressed  to 

,  ,      .     ,  R.  B.  SUMNER, 

.  •:  t.  .  J  V  jfQ  gj  Q^jj^^  Street, 

New  Orleans ; 
and  Airther  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,   Pine  Street,  New 
York. 

Railroad  Spikes,   Boiler  Riv- 
ets, etc. 

THE  Subscribers,  Agents  for  the  sale  of  James  S. 
Spencer's,  Jr..  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wroug'ht  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  quaUty. 

ALSO  IMPORTRilS  of  English  refined  and  Mer- 
chant ^ar  Iron ;  extra  refined  Car  and  Locomotive 
Axles  (from  3|  to  6i  inches  in  diameter);  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  and  Cast  Steel,  etc..  etc.,  etc. 

T.  A  E.  GEORGE. 
Philadelphiu,  November  14,  1850. 

I^allroad  Iron. 

TIIKUNDKLISIGNKD,  HAVING  made  arrange- 
ments at>ruad,  are  prepared  to  contract  for  the  de- 
livery of  Foreign  rails,  of  approved  brands  upon  the 
oauet  fav»ralile  terms. 

I'hcy  will  alB<;  make  cunlracts  for  American  rails, 
didde  at  their  Trenton  works,  trom  Andover  Iron,  in 
whole  or  in  pail,  as  may  be  agreed  upon. 

They  arc  prepared  to  lurnish  Teicfraph,  Spring  and 
Market  Wire ;  Braziers  and  Wire  Rods ;  Riveu  and 
Uerchant  Bars  to  order,  all  made  exclusively  from  An- 
iovor  1  ron.  The  attention  of  parties  who  require  iron 
ot  the  very  {test  quality  for  special  purposes,  is  respect- 
'nlly  invited.  COOPKK  A  HEWITT, 

17  Burling  Slip,  New  Vofk. 

l^abruary  li.  IBM). 
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Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD. 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphb  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  15th  day  of 
April  next,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  flrst  65  miles,  from  Memphis 
to  Cherry  ville. 

Contractors  must  give  the  most  undoubted  se- 
curity for  the  completion  of  the  work  at  the  time, 
and  in  the  manner  specified ;  and  contracts  will 
be  lot  in  sections,  or  for  the  entire  work,  as  may 
Iks  deemed  best  by  the  Directors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  should  none  p.'ove  satisfactory ;  and  it  is  de- 
sirable that  all  propositions  should  bo  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

E.  PEABODY, 
Engineer  in  charge. 

Notice  To  Contractors. 

Office   of  the  Vicksburg,  Shrevepobt  and 
Texas  Rail  Road  Company 
Manroe,  La.,  March  8th,  1864. 

SEALED  PROPOSALS  wil  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
ocolck  p.  M.,  for  clearing  and  grading  th*  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  oC  Madison — a  distance  of  a- 
bout  twen:y  miles ;  also,  for  clearing  and  grading 
the  sectioh  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  rutming  west,  in 
ttie  parish  of  Ouachita. 

Bids-  may  be  made  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favorably  considered.  The 
lines,  plans,  proflU's  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fifths  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agreed  on,  during  Lite  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  iu  their  judgment  will  secure  the 
prompt  and  faithf^il  execution  of  the  work  accor- 
ding to  contract ;  or  to  reject  all  if  none  are  satis- 
factory. 

Further  information  may  be'  obUuned  from  the 
undersigned. 

N.  D.  COLEMAN,     * 
President. 
P.  J.  TOURNABRE, 

7tl4  Chief  Engineer. 

Itailroad  Iron. 

5(\r\(\  TONS  T  RAILS,  about  one-balf  weighing   60  Iba. 
)UUu  i^r  yuj.,)  and  tbe  remainder  50  Iba.  per  yai^  uow  in 


JOHN  IL  HICKS, 

00  Beaver  atreet 


tKMid  and  for  aalv  by 
a/  PeUy. 

li7  SAWYER 

(or  tH>  late  Arm  of  SAWYBR  &  HO^BT), 
MaiHifarturer  or  Trunnita  and  Leveb,     . 

HAS  removed  U>  Union  Place  iieur  Warburton  Av.,  Tonken, 
N   Y. 

Railroad  Iron. 

"l  Cy  r^Ci  ToiM  Erie  Pattern  Guest  aud  Go's  make,  weighing 
1^*J\J  bl^  lbs.  per  yard,  to  besbippedfhMu  Walea  in  Ju- 
y  aiHl  August,  litr  Uiix  port — for  sale  by 

BOOKMAN,  JOHNSTON  A  CO., 
June  0,  1863.  00  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
feet  per  rail.    Apply  to 

THUS.  CHAMBERS,  President, 
Saptamber.  1860. 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURE! 

HENRY  V.  POOR,  Editor. 


SSTABUSHED  IN  1831. 
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Field  Book  for  Railroad  Eitctneera. 

Cofitaining  formulae  for  laying  out  curves,  de- 
termining frog  axles,  levelling,  calculating  earth 
work,  &c.,  &c.,  together  with  tables  of  radii,  or- 
dinates,  deSections,  long  chords,  magnetic  varia 
tions,  logarithms,  logarithmic  and  natural  sines, 
tangents,  &c.,  &c.— By  John  B.  Hcnck,  a.  m 
Civil  Engineer. — New  York, — D.  Appleton  &  Co., 
1864.  12mo.  pp.  XV.  243. 

The  title  of  this  book  gives  a  good  synopsis  of 
its  contents.  It  is  small,  bound  in  a  pocket  book 
'form,  and  readily  carried  in  the  pocket.  The  lith- 
ography is  remarkably  neat  and  clear,  the  paper 
good,  but  thin  in  order  to  dminish  the  bulk  of  the 
volume. 

The  treatise  presents  one  of  those  rare  instances 
in  which  a  thorougly  scientific  theery  is  applied  in  an 
eminently  practical  and  common  sense  way.  Mr 
Henck's  acquaintance  with  pure  mathenatics  is 
Bufficieot  to  enable  him  to  handle  in  an  original 
way  the  most  diflacult  problens  presented  to  him, 
and  his  extensive  experience  in  the  field,  leads 
him  to  put  hia  results  into  such  •  form  as  will  be 


most  readily  available  and  capable  of  most  rapid 
calculation.  In  addition  to  the  subjects  which  one 
would  naturally  expect  to  find  handled  in  a  book  with 
the  above  title  page,  we  have  a  discussion  of  the 
parabolic  curves  said  to  be  in  such  repute  among 
French  engineers,  of  the  vertical  curves  necessary 
in  passing  from  one  grade  to  another,  of  the  prop 
er  eicvaiino  of  the  outer  rail  on  curves,  and  of  tht 
coning  of  wheels.  Also  tables  of  expansion  by 
heat,  properties  of  materials,  of  valuable  mis- 
cellaneous formslse,  and  of  squares,  cubes,  square 
roots,  cube  roots,  and  reciprocals.  The  tables 
al<Nie,  if  republished  ia'a  seperate  volume,  like 
Blunt's  edition  of  Bowditch's  useful  tables,  would 
be  a  valuable  treasure  to  civil  engineers  in  everj 
department,  and  also  to  architects,  machinisu, 
and  all  persons  engaged  in  practical  calculations. 
We  believe  indeed  that  with  a  few  pages  of  exam- 
ples for  practice  these  tables,  would  be  a  valuable 
text  book  for  high  schools.        7-  ;  •    - 

The  whole  treatise  reminds  us  of  Bowditch's 
practical  Navigator,  and  seems  to  us  dest'jied  to 
hold  the  same  rank  with  Railroad  engineers  that 
the  Navigator  holds  among  shipmasters.  The  su- 
periority is  on  the  side  of  Mr.  Henck's  book  on  ac- 
count of  bis  rules  being  giren  in  algebraic  for- 
mulae.   ■,i-^<'.\tyv^--' :^y  ^'v'";.-- •  •';' ■'■^i    : 

This  maybe  thought  an  obiection  by  those  Assis- 
tant EngiueersCunfortunately  too  numerous)  to 
whom  algebra  is  not  a  familiar  language.  But  on 
examination  they  will  find  that  the  formulae  are 
very  easily  comprehended  even  by  those  who  can- 
not follow  the  demonstration,  which  the  condensa- 
tion of  tha  rules  into  formulae  enables  Mr.  Henck 
to  insert.  If  this  treatise  becomes  the  indispensa- 
ble vAfle  vucum  of  every  Assistant  Engineer  it  will 
be  of  great  service  to  the  intellectual  character  of 
the  profession  as  well  as  a  great  means  of  dimin- 
ishing  their  labors. 

We  would  oflfer  but  one  adverse  criticism,  which 
is  a  passage  ia  the  preface,  in  which  Mr.  Henck 
expresses  a  wish  to  render  a  resort  to  "  fudging  " 
inexcusable.  With  all  deference  to  Mr.  Henck, 
we  conceive  thtX fudging  is  in  many  cases  a  legi- 
timate, nay  a  hecessary  process.  Instead  of  pour- 
ing contempt  upon  it,  he  had  done  better  to  have 
given  a  short  chapter,  showing  when  and  how  to 
use  it.  We  suppose  that  by  fudging  he  means 
gutising  and  trying.    Now  this  is  the  legitimate 


occupation  of  a  finite  mind,  whether  in  pol.tioi, 
trade  social  life,  or  science.  Wheq  there  is  no 
certainty  make  the  best  guess  you  ^xa,  and  test 
the  hypothesis  by  trial.  This  is  Hie  best  advice 
that  can  be  given  on  every  subject.  I  In  arithme- 
tic it  takes  the  form  of  the  rule  of  double  position, 
an  invaluable  rule,  strangely  negjlected  in  our 
modern  school  arithmetics. 

But  perhaps  the  author  did  not  intend  to  con- 
iemn  fudging  in  the  sense  of  legitio^ate  "guessing 
iind  tiying,"  that  is,  when  this  is  the  only  or  the 
best  process.  He  may  have  uodersK>od  by  "fudg- 
ing" those  botching  and  make-shtft  operations 
which  are  so  often  witnessed  as  the  Result  of  igno- 
1  ance  or  want  of  time  to  duvise  coitrect  methods 
on  the  spot.  In  this  case  we  hearii^  agree  with 
dim,  and  are  willing  to  part  compaljy  with  such 
'  fudging"  as  soon  as  possible.  | 

Rallwajr  Bqulpmcata. 

There  are  many  practical  coasiddrations  which 
influence  the  selection  of  railroad  equipments. 
Priu  is  by  no  means  the  most  important.  In  the 
purchase  of  a  house,  a  watch  or  a  korse,  there  is 
not  expected  to  be  an  expenditure  nearly  equal 
to  the  purchase  money,  every  yeae,  for  mainten- 
ance and  repairs.  With  railroad  equipments,  and 
especially  locomotives,  however,  tjhis  is  a  very 
important  consideration.  The  cost  |  of  "  running" 
and  maintaining  a  locomotive  is  v^ry  larg«:,  and 
may  often  amount,  in  a  single  yeaij,  to  all  of  the 
original  value  of  the  machine.  The  principal 
items  of  the  operating  expenditure  are  Tot  fuel  and 
repairs.  With  ordinary  management,  econemy  in 
these  expenditures  can  be  only  secured  by  the 
best  construction  of  the  euginie,  and  the 
best  quality  of  its  material.  The  anjangement  and 
proportions  of  all  the  details  of  a  lo^motive  boil- 
er-furnace, grates,  tubes,  damper,  chirnney,etc.,  are 
as  influential  in  economy  of  fuel  .is  are  the  details  of 
any  kind  of  heating  or  evaporating  apparatus.  So 
are  the  proportions  and  adjustmentslof  the  valves 
which  are  among  the  vital  parts  of  the  engine. 
Again,  the  durability  of  an  engine, ;  wherein  any 
deficiency  involves  the  long  list  of  "  ijepairs"  which 
swell  the  running  account,  depends  chiefly  upon 
the  proper  proportion  of  its  parts  and  upon  their 
soundness.  There  are  a  great  many  failures  and 
derangements  constantly  occurring  to  locomotives 
which  could  have  been  anticipated  and  provided 


Ki 


1296 


AMERICAN     RAILROAD    JOURNAL. 


;-K:' 


against  in  the  builder's  workshop.  If,  from  a 
desire  to  cheapen  an  engine,  it  is  left  liable  to 
breakage  or  failure,  such  as  would  require  SIOOO 
to  repair,  to  say  nothing  of  the  detention,  and  the 
deraagement  of  business, — then  it  would  certainly 
have  been  good  policy  to  have  added  $500  td  the 
first  price  to  pay  for  u  better  construction.  It  is 
a  very  important  fact  that  the  cost  of  providing 
against  failures  of  machinery  is  nothing  compared 
with  the  cost  of  repairing  them.  A  difference  of 
only  $26  in  the  cost  of  some  part  of  an  engine 
might  determine  the  necessity  of  a  renewal  costing 
$1000,  or  even  more. 

The  relative  efficiency  of  engines  is  also  to  be 
considered  as  well  as  their  price.  If  the  standard 
of  power  be  taken  as  the  capacity  of  cylinder,  it 
is  oflen  the  case  that  a  cheap  engine  is  made  so 
only  at  the  expense  of  boiler  and  steam  room, 
which  are  among  the  most  important  elements  of 
power.  With  a  given  size  of  cylinder,  a  wide  dif- 
ference often  exists  in  the  boilers  of  locomo- 
tives by  diffierent  makers,  Tube  surface  is  espec- 
ially important,  while  the  cost  of  the  whole  work 
IB  materially  affected  by  the  extent  of  this  single 
element. 

There  is  another  standard  of  power,  also,  that 
of  vxight,  which  may  be  readily  turned  to  the  ad- 
vantage of  the  builder  if  it  be  regarded  as  the 
basis  of  price.  Engines  of  the  same  weight  may  b« 
unlike  in  the  very  nature  of  their  material.  Cast 
Iron  may  take  the  plice  of  wrought  in  many  es- 
sential parts,  and  at  one  half  the  pi  ice  of  the  lat- 
ter. Brass,  especially,  costs  heavily,  and  weighs 
\  less  than  iron  for  equal  strength. 

It  is  a  proper  and  profitable  field,  then,  for  the 
judgement  of  railroad  agents  to  learn  the  relative 
efficiency  of  different  engines,  or  at  least  the  prin- 
cipal and  real  elements  upon  which  their  efficien- 
cy depends.  Although  conforming  to  either  of 
the  arbitrary  standards  which  wo  have  indicated, 
difilbrent  engines  may  differ  widely  in  their  effici- 
CDcy  ;  while,  at  the  same  time,  thR  means  of  su- 
perior efficiency,  cannot  reasonably  be  attained, 
except  by  a  proportionate  expense. 

To  secure  proper  economy  in  fuel,  proper  dura- 
bility and  efficiency,  then,  evey  company  is  safer 
in  paying  a  liberal  price  for  their  equipments, 
being  sure  that  the  difference  is  placed  not  entir- 
ely in  the  seller's  pockets,  but  principally  in  the 
objects  purchased.  It  is  a  safer  practice  than  in 
baying  "  cheap  work,"  solely  upon  its  merits  as 
such.  This  doctrine  has  a  sound  application  to  a 
considerable  extent,  although  we  do  not  wish  to 
be  understood  as  advocating  Pat's  policy  of  pay- 
ing double  price  to  advoid  all  expense. 

To  apply  the  principle,  however,  as  far  as  it 
may  be  properly  supposed  to  extend,  we  will  sup- 
pose a  saving  of  one  tenth  of  the  expenses  of  a 
company,  (a  very  reasonable  estimate)  by  the 
addition  of  one  tenth  to  the  coat  of  their  work, 
or  otherwise  to  their  capital. 

First  Case. 

Capital $1,000,000, 

Gross  Earnings, 150,000, 

Expenses, 80,000, 

Dividends, 7  per  cent. 

Second  Case. 

Capital, $1,100,000 

Gross  Earnings, 160,000 

Expenses, 70,000 

Dividends 7i  per  cent. 

Showing,  quite  well,  that  to  ajreasonable  extent, 


a  company  does  not  lose,  bnt  gains  by  making 
its  capital  account  sufficient  to  secure  the  best 
kind  of  work. 


Tanacl  of  tl>«  PenBaylvaiiia  Railroad. 

Since  the  opening  of  the  long  tunnel  of  the 
Pennsylvania  Railroad  under  the  Alleghany  moun- 
tains, some  notes  of  its  dimensions,  cost,  etc.,  gath- 
ered from  the  report  of  the  chief  engineer,  may  be 
interesting. 

The  principal  dimensions  of^  the  tunnel  areas 
follows;  length  3612  feet,  width  21  feet,  height  22 
feet  above  grade,  or  21^  feet  above  the  rails ;  dis- 
tance below  the  summit  of  the  mountain  202  7-10 
feet,  depth  of  Eastern  shaft  149  8-10  feet,  of  mid- 
dle shaft  196  7-10  feet,  of  western  shaft  184  4-10 
feet ;  sections  of  first  shafts  G  by  10  feet,  of  new 
shall  8  by  13  feet;  depth  of  new  shaft  194  1-10 
feet. 

Much  of  the  material-  excavated  is  lire  clay, 
which,  when  exposed  to  the  air  and  moisture, 
swells,  cracks  and  falls  in  large  masses.  Nearly 
the  whole  work  will  require  arching.  Owing  to 
the  character  of  the  material  a  larger  quantity  re- 
quired removal  thafi  if  it  had  been  of  a  solid  and 
permanent  kind.  In  the  middle  shaft  from  120 
to  175  gallons  of  water  per  minute  were  pumped 
and  discharged  at  the  top  of  the  shaft ;  and  as  the 
small  size  of  the  shafts  first  constructed  did  not 
afford  facilities  for  the  removal  of  material  as  fast 
as  it  was  excavated,  a  new  shaft  was  sunk,  and  a 
large  and  powerful  engine  substituted  for  the 
small  one  at  the  west  shaft. 

The  excavation  of  the  tunnel  was  finished  on  the 
21st  of  January  1854,  having  been  nearly  two 
years  in  progress.  During  the  year  ending  in 
March  1863,  the  average  quantity  of  material  re- 
moved per  month  was  2768  cubic  yards  ;  but  since 
that  time  by  increased  exertion,  the  avarage 
monthly  quantity  has  been  4555  cubic  yards. 
There  are  about  18  cubic  yards  in  each  lineal 
foot  of  the  tunnel,  so  that  previous  to  March  1853, 
the  daily  progress  was  less  than  six  feet  on  all  fa- 
ces, and  since  that  time  loss  than  ten  feet.  The 
entire  number  of  working  faces  afforded  by  all  the 
shafts  and  at  the  end  is  ten. 

The  entire  cost  of  the  tunnel  will  be  about 
$460,000,  or  125  per  lineal  foot,  or  nearly  S7  per 
yard.  > 

The  chief  engineer  of  the  work  was  Herman 
Haupt,  Esq.  Principal;  Assistant,  Thomas  Sea- 
brook,  Esq. ;  Constructor,  Thomas  Rutter. 

The  proposed  Iloosic  Tunnel  is  24,100  feet  long. 
At  the  same  rate  of  expenditure  per  foot,  its  cost 
will  be  $3,012,500.  Its  time  of  construction  if  the 
same,  in  proportion  to  length,  as  the  Pennsylvania 
tunnel  with  four  shafts,  will  be  12  years  3  months. 

If  the  geological  illustrations  of  warped  or  un- 
dulating stratification  are  correct,  the  tunnelmen 
at  Hoosic  may  expect  to  find  some  of  the  toughest 
kind  of  granite  before  half  a  mile  of  their  excava- 
tion is  completed.  If  the  mountain  is  stratafied 
and  the  stratafication  has  been  uudisturl>ed,  the 
micaceous  rock  would  of  coursie  show  iL.<»clf  on 
both  sides,  while  it  might  but  barely  cover  a  deep 
bed  of  granite  below.  Considering  the  abrupt  ele- 
vation of  the  mountain,  in  proportion  to  its  breadth, 
we  are  confident  that  a  perforation  of  less  than 
a  quarter  of  a  mile  will  disclose  a  different  char- 
acter of  material  from  what  appears  on  the  sur- 
face. But  it  is  not  now  necessary  to  throw  doubts 
io  the  way  of  the  enterprise.     Its  friends  have  se- 


cured, as  they  profess,  funds  enough  for  its  comple- 
tion, while  its  opponents  have  prophesied  that 
event  at  the  end  of  the  comfortable  period  of  thir- 
ty years.  Should  the  exertions  of  its  (Vicnds  prove 
insufficient  it  may  perhaps  be  finished  by  an  earth- 
quake. 

'PennaylTanla   Uallroad. 

Stationary  and  Locomotive  power  on  grades. 
The  Alleghany  Portage  Railroad  is  the  princi- 
pal example  in  the  whole  world  of  the  application 
of  fixed  power  to  Railroads.  It  was  constructed 
in  a  primitive  period  of  engineering,  not  with  a 
view  to  the  especial  merits  of  railroads,  but  as  a 
necessary  link  in  the  line  of  the  Pennsylvania 
Cana\  connecting  its  Eastern  and  Western  divi- 
sioiis,  by  a  portage  across  the  Alleghany  ridge. 
Towards  the  attainment  of  this  purpose,  the  result 
of  the  operation  of  the  railroad  was  reasonably 
successful.  But  when  a  new  and  improved  chan- 
nel had  been  opened,  parallel  to  the  general  course 
of  the  canal,  and  embracing  the  portage  within 
its  route,  anew  standard  of  "successful  operation  " 
was  established.  The  portage  then  became  part 
of  a  new  system,  and  its  success  had  to  be  mea- 
sured by  a  relative  standard,  instead  of  by  its 
absolute  results  as  before,  /• 

The  Pennsylvania  Railroad,  forced  into  a  tem- 
porary experience  with  the  "  inclined  planes," 
sought  from  the  first  to  avoid  them,  and  has  now 
attained  that  result  by  the  completion  of  an  inde- 
pendent line,  operated  by  locomotive  power. 

The  principal  reasons  which  induced  the  con- 
struction of  the  independent  line  were  these. 
First,  the  ''Portage"  was  a  state  work,  and  a  claim- 
ant for  state  tolls ;  second,  it  involved  a  serious 
delay  to  any  heavy  passenger  business,  such  as 
was  anticipated  for  the  Pennsylvania  Railroad  ; 
and  third,  the  planes  worked  by  a  rope,  were  not 
considered  as  entirely  safe.  To  these  may  be 
added  a  general  belief  that  the  system  of  opera- 
tion by  stationary  power  was  more  expensive  than 
if  performed  by  locomotives.  On  the  latter  point 
however,  there  is  a  wide  difference  of  opinion 
among  engineers  of  the  highest  reputation. 

The  Pennsylvania  Railroad  has  avoided  the 
planes  by  an  extremely  favorable  system  of  gra- 
dients. In  place  of  Abrupt  ascents  of  1  in  10,  the 
worst  grades  opposed  to  the  heavy  business  are  of 
but  1  in  100 ;  while  on  the  opposite  side  of  the 
summit  the  maximum  grades  are  1  in  67,  and  the 
average  1  in  66.  Yet,  the  preference  of  the  en- 
gineering department  of  this  road,  is  in  favor  of 
inclined  planes  and  fixed  power,  in  their  assumed 
adaptation  and  economy  in  freight  business.  _ 

The  Baltimore  and  Ohio  road,  which  has  grades 
of  1  in  44,  for  long  distances  in  both  directions,  is 
operated  by  locomotive  power  throughout,  and 
with  a  decided  preference  for  the  practical  con- 
venience and  economy  attained  under  that  sys- 
tem. 

The  preference  of  the  latter  company  is  a  natu- 
ral and  a  general  one  everywhere.  Fixed  power 
is  an  incongruous  element  in  a  railway  system. 
But  as,  in  an  abstract  view  of  its  relative  cost,  its 
merits  are  less  understood,  we  propose  to  examine 
somo  estimates  of  its  economy,  as  found  in  the 
last  report  of  the  Chief  Engineer  of  the  Pennsyl- 
vania Railroad  Company. 

The  expenses  of  working  plane  No.  8,  the  long- 
est and  most  costly  on  the  Portage  road,  have 
been  found  to  be  as  follows,  per  day 
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1.  Engineer S2,  00 

1  Assistant  Engineer 1,25 

a  Firemen 2,25 

2  Hitchers 2,  25 

2  Hitchers 2,  00 

9  Horses 6,  80 

2  Drivers 1,  40 

Oil  and  TaUow 3,  00 

Coal,  100  bushels 3,  00 

Wear  of  BollerR 2,00 


«26,  45 
Wire  rope  costs  5C  ceuts.  per  foot,  Plane  No.  8 
is  8117  feet  lon^— whole  cost  of  rope  S3500.  The 
average  durability  of  the  rope  is  one  year.  If  the 
old  rope  be  supposed  to  be  worth  nothing,  the  cost 
per  day  will  be  SH.OO.  The  machinery  of  one  of 
these  planes,  besides  rope  and  rollers,  costs  $7600, 
the  interest  and  repairs  of  which  per.  day  would 
be  S3.  The  total  cost  of  the  plane  per  day  would 
therefore  be  $40,11. 

This  plane  rises  307  feet  in  3116  feet.  Sup- 
pose now,  the  same  elcTation  to  be  overcome  by  a 
grade  of  80  feet  per  mile ,  the  length  of  the  plane 
would  be  about  four  miles.  The  comparative  cost 
of  working  four  miles  of  road  ;  In  one  case  with 
over  3  miles  lerel  and  3117  feet  rising  307  feet, 
operated  by  stationary  power ;  ai  d  in  the  other 
case  an  uniform  rise,  worked  by  locomotives,  is 
then  estimated  as  follows : 

The  gross  load  of  an  engine,  having  the  adhe- 
sion of  20  tons  upon  the  drivers;  is  650  tons  on  a 
level,  and  105  tons  upon  a  grade  of  80  feet  per 
mile.  The  cost  of  such  an  engine  per  day  may  be 
estimated  as  follows  :  , 

Cost  of  an  engine  $8500. 

Interest  per  day SI,  70 

Banning  expenses  per  day,  as  per  detailed 
report  of  the  Reading  Railroad  Com- 
pany: 

Engineer , 3    00 

FiKman *-i*i  »i 1   ^0 

Fuel 18   58 

Oiland  Tallow 1    16 

Repairs  of  Engine  and  Tender 4    89 


$30,  88 

This  estimate  is  finally  made  as  low  as  $25. 

Estimating  the  capacity  of  the  plane  at  5620 
tons  passed  each  way  in  12  hours,  it  would  require 
6  4-10  engines,  carrying  105  tons  each,  and  run- 
ning ten  trips  each  way  of  four  miles,  to  effect  an 
equal  movement.  ~.  ,;.: 

The  relative  cost  of  fixed  and  Locomotive  pow- 
er is  then  estimated  as  follows  ; 
For  plane ;  daily  expenses ..#.....  . .  $40    15 

For  engine  on  Z}4  miles  of  level. ii»..,-  25   00 

'      $65   15 
For  80  feet  of  grade ;  5  4-10  engines  at.$25, 185   00 


Difference  in  favor  of  plane $69   86 

This  estimate,  however  fair  it  may  appear  from 
the  consideration  of  the  details  upon  which  it  is 
based,  is  altogether  specious  in  a  general  applica- 
tion.    We  invite  attention  to  the  following  facts. 

The  estimated  capacity  of  the  plane  is  equal  to 
3,206,  120  tons  of  cars,  and  freight  per  annum, 
more  than  four  times  what  has  ever  pnssed  it  in 
that  time.  But  the  expenses  of  the  plane  arc 
rated  to  be  the  same  as  they  have  been  when 
passing  a  tonnage  less  than  one  fourth  of  its  esti- 
mated capacity. 

Neither  does  the  estimate  of  the  cost  of  the 
plane  include  any  charge  for  extra  brakemen, 
wbieh  have  been  generally  employed  at  the  Por- 
ta^,   nor  does  it  include  any  depreciation  of 


horse  power.  The  report  of  the  Pennsylvania 
road,  gives  the  cost  of  extra  brakemen  for  last 
year,  as  $20,000. 

If  all  the  charges  of  working  the  plane  be  con- 
sidered, and  a  capacity  of  over  three  million  tons 
annually  be  allowed  for,  the  expenses  of  the  plane 
would  be  nearer  $150  per  day. 

On  the  other  hand,  the  comparative  cost  of  Lo- 
comotive power  is  very  high.  To  reckon  anything 
like  $100  daily  for  fuel,  for  5  4-10  engines,  where 
an  allowance  is  made  of  only  $3  for  the  .same 
amount  of  stationary  power,  is  simply  absurd.  If 
the  Portage  road  is  in  a  locality  affording  fuel  as 
cheaply  as  is  estimated,  then  the  locomotives  would 
be  entitled  to  a  corresponding  advantage. 

The  other  charges  A)r  locomotive  power  arc  not 
much  too  high. 

But  the  great  error  in  this  estimate  of  the 
comparative  expense  of  planes  and  locomotives  is 
in  underrating  the  power  of  the  latter,  and  in  not 
iDclading  the  power  of  the  regular  engine  attach- 
ed to  the  train  on  the  more  level  parts  of  the  road. 
Instead  of  105  tons,  estimated  as  the  proper  capa- 
city of  an  engine  with  20  tons  heavier  adhesion, 
the  Baltimore  and  Ohio  engines,  with  28  tons  of 
adhesion,  draw  252  tons  as  a  regular,  and  378  tons 
as  a  maximum  load,  up  83  feet  grades.  These  28 
ton  engines  are  now  at  much  less  expense  than  is  es- 
timated for  the  20  ton  engines.  But  upon  an  uni- 
form grade  of  80  feet,  the  regular  engine  attach 
ed  to  the  train  would  pull  at  least  170  tons  more, 
making  420  tons  instead  of  105  drawn  in  a  single 
train,  up  the  grade.  The  assistance  of  the  regular 
engine  costs  nothing  as  its  expenses  are  equally 
as  great,  or  very  nearly  so,  whether  it  goes  with 
the  train  or  not,  over  the  grade.  If  the  cars  have 
a  "continuous  draw  rod"  they  will  nr>t  be  o  /er- 
strained  in  being  drawn,  in  so  long  a  train,  over 
the  grade. 

There  are  very  few  practical  instances  where  au 
ascent  of  80  feet  per  mile  is  approachel  by  an 
uniform  level,  for  any  long  distance  Therefore  the 
engines,  approaching  the  grade  Avill  not  often  have 
more  than  420  tons  behind  tliem,  so  that  their 
trains  willaot  require  division,  beyond  that  for  a 
single  assistant  engine. 

The  relative  assistance  derived  from  the  regular 
engines  running  with  the  trains,  depends  upon  the 
physical  features  of  the  line  approacLia^  the 
grade;  and  where  there  are  grades  of  from  35  to 
55  feet,  which  are  almost  always  inevitable  in  ap- 
proaching higher  grades,  this  assistance  is  very 
important.  With  fixed  power,  however,  this  assis- 
tance is  thrown  away. 

Reviewing  all  the  considerations  affecting  the 
relative  expenses  of  the  two  systems,  it  is  proba- 
ble that  a  daily  difference  of  $50  would  exist  in 
favor  of  loQomotive  power  upon  the  assumed 
grade,  in  a  business  of  three  million  tons  yearly. 
This  would  be  independent  of  the  greater  dispatch 
and  safety  also  afforded  under  this  system. 

Our  review  of  the  defence  of  inclined  planes 
and  fixed  power,  excludes  of  course,  all  consider- 
ation of  passenger  business ;  which  upon  any  im- 
portant line,  would  be  very  seriously  interrupted 
by  the  "planes." 

We  are  well  convinced  that  inclined  planes  and 
fixed  power  are  incompatible  with  economy,  des- 
patch and  safety,  and  expecially  so  under  any  pro- 
bable circumstances  affecting  the  Pennyslvania 
Railroad. 


Jonmal  of  Railroad  T..a«it. 

CONTRACTS    OF    RAILROAD    COWPAfsrKK. 

In  the  73d  volume  of  the  English  Common  Law 
Reports,  p.  775,  is  contained  the  decision  of  the 
Common  Pleas  in  the  case  of  the  Eatt  Anglican 
Railway  Company,  rs.  the  Eas/cm  Conn  tics'  Rail- 
way Company, 

It  was  held  that  y       i^  ^.^--l--    r     \: 

A  railway  company,  incorporated  by  act  of 
Parliament,  cannot,  even  with  the  consent  of  all 
Its  .shareholders,  legally  outer  into  a  Contract  in- 
volving the  application  of  any  portion  <^f  its  fund« 
for  purposes  foreign  to  those  for  which  it  is  incor- 
porated. 

The  defendants  were  incorporated  ly  an  act  of 
Parliament,  the  1st  section  of  which  enacted  that 
certain  persons  should  be  united  into  ti  company, 
for  making  and  maintaining  a  certain  l-ailway  and 
other  works  by  the  act  authorized,  according  to 
the  provisions  and  regulations  thereinafter  men- 
tioned, and  f(«r  that  purpose  should  be  one  body 
corporate,  by  the  name  and  style  of  the  Eastera 
Counties'  Railway  Company,  and  should  faav* 
perpetual  succession  and  a  common  seal.  The 
3rd  section  of  the  act  empowered  the  company  to 
raise  a  sum  of  money  "  for  makmg  and  maiDtain- 
ing  the  said  railway  and  other  works  authorized 
by  the  act.'  The  6th  section  directed  that  the 
money  so  raised  should  be  expended  in  and  to- 
wards making  and  maintaining  the  said  railway 
and  other  works,  and  in  otherwise  carrying  the 
act  into  execution.  And  by  subsequent  secticns 
it  was  provided  that  the  profits,  after  defraying 
the  expenses  of  making,  maintaining  and  working 
the  railway,  were  to  be  accounted  for  and  divided 
amongst  the  proprietors  of  the  undertaking. 

It  was  held  that  it  was  not  competent  to  the 
Directors  of  the  Eastern  Counties'  Railway  Com- 
pany to  enter  into  a  contract  with  another  railway 
company,  to  take  a  lease  of  their  line,  and  to  pay 
the  costs  incurred  by  tLem  in  the  soliciting  and 
promoting  of  bills  in  Parliament  for  the  extension 
and  improvement  of  such  other  line  of  rulway, 
even  though  such  extension  and  improvement 
would  benefit  their  own  company ;  and  that  such 
contract,  if  entered  into,  was  illegal  and  void,  and 
could  not  be  enforced  in  a  court  of  law. 

Chief  Justice  Jervis,  in  giving  his  decision,  ob- 
served iu  substance,  that  if  the  defendants  could 
not  embark  in  new  trades,  because  they  had  only 
a  limited  authority,  for  the  same  reason  they  can 
do  nothing  not  authorized  by  their  act  and  not 
within  the  scope  of  their  authority.  Every  share- 
holder has  a  right  to  expect  that  the  charter  will 
be  adhered  to,  and  that  money  will  not  be  spent 
on  undertakings  which,  at  some  remote  period 
may  be  beneficial.  The  public  also  has  an  inter- 
est in  the  strict  exercise  of  powers  By  deviating 
from  the  charter,  the  comfort  and  safety  of  the 
line  may  be  endangered.  In  Colman  vs.  the  East- 
ern  Counties'  Railway  Company,  10  Beavan.  16, 
the  Master  of  the  Rolls,  Lord  Langdale,  says,  "  It 
has  been  very  properly  admitted,  that  railway 
companies  have  no  right  to  enter  into  new  trades 
or  businesses  not  pointed  out  by  the  act ;  but  it 
has  been  contended  that  they  have  a  right  to 
pledge,  without  limits,  the  funds  of  the  company 
in  the  encouragement  of  other  transactions,  bow- 
ever  various  and  extensive,  provided  the  object  of 
that  liability  is  to  increase  the  trafiSc  upon  the 
railway,  and  thereby  to  increase  the  profit  to  the 
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shareholders.  There  is,  Lowcver,  bo  authority  for 
any  thing  of  the  kind.  The  like  doctrine  is  laid 
down  in  12  Beavan's  362.  Solomons  vs.  Laicg. 
So  in  15  Jurist,  914.  Beman  vs.  Rafford.  Also 
in  Bagsbaw  vs.  the  E:istcrn  Union  Railroad  Com- 
pany.    2  McNaght  &  G.,  389.  f 

If  the  Eastern  Counties'  Railway  Company  is  a 
corporation  for  only  a  limited  purpfose,  and  the 
contract  is  not  within  their  authorit  f,  the  assent 
of  all  the  shareholders  to  such  a  contr  ict,  though  it 
may  make  them  all  personally  liable  to  perform 
such  contract,  would  not  bind  thena  in  their  cor- 
porate capacity,  or  render  liable  th  eir  corporate 
funds. 

ACTIONS    FOR    NEGLIGENC  5. 

In  the  case  of  Marshall  vs.  The  York  N.  if«  B. 
Railway  Company,  73  English  Con  mon  Law,  p. 
666,  the  Common  Pleas  held  in  an  action  for  bag- 
gage loiit  by  the  company's  negligjence,  that  the 
action  being  founded  on  breach  of  duty,  and  not 
on  contract,  it  was  not  necessary  to  allege  in  the 
declaration,  or  to  prove  on  the  trial,  that  the  com- 
pensation for  carrying  the  baggage  had  been  paiu 
by  the  plaiutiff.  The  plaintiff  was  entitled  to  re- 
cover although  the  fare  was  paid  by  his  master, 
with  whom  ue  was  traveling  at  the  time. 
'  :  The  Superior  Court  of  our  city  has  lately  been 
occupied  witli  the  suit  of  Butltm  Administratrix 
vs.  Hudson  Rcer  Railroad  Compaiiy.     The  plain- 1 


If  twenty  years  will  not  produce  i\i\s interesting 
state,  I  think  there  is  little  hope  for  the  young 
humbug,  and  he  bad  better  "  go  to  grass  "  agam, 
as  it  is  some  ye|irs  since  he  was  up  before.  I 
think  it  is  about  ten  years  since  his  last  apppear- 
ance,  when  John  Oliver  York  made  a  great  fuss 
about  him.  and  brought  him  out  under  the  influence 
of  a  patent,  and  general  Paisley. 

I  have  often  met  him,  these  last  twenty  years, 
but  he  was  always  so  hollow,  that  no  dependence 
could  be  placed  apon  him. 

Fuchs  (Repertory  No.  613)  concluded  very  ra- 
tionally, that,  the  alteration  proceeds  from  "a 
breaking  up  of  the  continuousness  of  the  mass," 
or,  in  other  words,  the  entire  destruction  of  its 
elasticity ;  in  which  case  it  is  of  no  practical  im- 
portance whether  it  is  crystaline  or  not.  If  it  is 
"  busted  up,"  broken  down  and  good  for  nothing 
froiii  hand  usage,  having  stood  all  that  ever  iron 
should  be  expected  to  stand,  it  appears  to  prove 
nothing  at  all.  If  it  breaks  with  but  little  hand 
usage,  instead  of  proving  that  the  quaUty  of  the 
iron  is  inferior  and  probably  crystaline  in  conse- 
quence thereof,  it  is  assumed  that  the  crystaline 
state  has  been  produced  since  the  iron  was  manu- 
factured, while  in  fact  the  crystaline  state  never 
bas  been  produced  in  anything,  in  which  it  was 
reasonably  well  known  not  to  have  existed  before. 

So  lung  as  it  is  desirable  to  make  Railway  Axles 


tills  deceased  husband  was  killed  upon  the  road.M^  '™*"  ^  possible,  consistent  with  the  strength 

thereof,    it  is  quite  evident  that  no  advantage  can 
be  obtained  by  making  them  hollow,   unless,  the 


and  the  action  was  brought  in  accordance  with 
the  statute  for  such  case  provided. 

The  jury  found  on  one  of  the  issues  that  there 
was  negligence  on  the  part  of  the  defendants  in 
not  furnishing  their  cars  with  proper  lights  to  en- 
able the  drivers  to  see  ahead  and  keep  a  proper 
look-out.  They  could  not  say  whether  there  was 
negligence  on  the  part  of  deceased  or  not.  Ver- 
dict for  plaintifl",  S3,600. 


.       For  tbe    American  Railroad  Journal. 

HOLLOW    AXLES. 

The  London  Mc.  Mag.  vol.  69,  page  262,  which 

contains  an  account  of  McConnell's  hollow  axles, 

I    ha»  been  copied  by  the  whole  tribe  of  Scientiflcs 

on  both  sides  of  the  water,  as  if  something  new  or 

useAil,  had  been  elicited  thereby. 

It  must  surely  have  been  an  entire  waste  of 
time,  among  such  scientific  men  as  were  then  and 
there  assembled,  to  undertake  to  prove  that  a 
hollow  cylinder,  or  a  tube,  is  stronger  than  a  solid 
cylinder  of  the  same  diameter,  or,  even  to  define 
in  what  proportion ;  as  that  question  has  been 
settled  many  hundred  years  ago. 

According  to  Mr.  Norris'  observation,  (page  264) 
it  would  appear  that  the  "  crystaline  state  "  must 
■  be  a  new  complaint  of  iron.  He  doubted,  if  it 
ever  was  produced  by  working  upon  Railways, 
and  Mr.  Stephenson  had  long  before  expressed  the 
same  opinion. 

An  old  axle  which  had  been  in  use  three  years 
was  not  crystalized  while  a  new  one  broke  in  the 
same  manner,  was  very  badly  so. 

Moreover,  a  hollow  axle  could  not  be  made 
crystaline,  and  Mr.  Morris  had  tried  many  solid 
ones,  which  had  been  in  use  for  twenty  years  upon 
the  Liverpool  and  Manchester  railway,  and  none 
'  of  them  were  crystaline.  Surely  this  just  about 
settles  the  crystaline  question,  as  being  produced 
t  by  bad  manufacture,  and  cannot  be  produced  in 
ron  of  superior  quality,  whether  hollow  or  aolid. 


quality  of  the  materials  can  thereby  be  improved. 
The  foregoing  remarks  are  pretty  near  conclusive 
on  this  point,  and  go  far  to  show  that  axles  are 
not  made  with  as  m  uch  care  as  formerly.  Mr. 
McConnell  could  not,  (would  not,)  tell  the  cost  of 
these  axles,  although  five  hundred  of  them  bad 
been  made,  but,  he  could  astonish  us  by  figuring 
out  the  immense  amount  saved  in  fifteen  thousand 
waggons,  and  ten  thousand  miles,  and  eleven  mil- 
lions, (I  don't  know  how  many)  tons  "  dead 
weight "  as  be  called  it,  amounting  to  some  eleven 
thousand  seven  hundred  pounds  sterling  per  an- 
num ;  enough  to  work  a  moderate]^6ized  Railway, 
saved  in  the  freight  of  "  dead  weight "  alone  ! 

A  most  singular  circumstaBce  in  connection 
with  axles  is  the  fact  that,  the  best  which  are 
manufactured  in  Prussia  of  a  very  extraordinary 
quality  of  cast  steel,  and  not  introduced  into  Eng- 
land until  very  recently,  although  they  have  been 
used  for  years  in  Germany,  not  one  of  which  wauj 
ever  known  to  fail  for  any  cause  that  I  am  aware 
of,  much  less  are  they  likely  to  fail  from  the  "crys- 
taline" disease,  to  which  iron  is  said  ti>  be  subject. 

Cast  steel  tire,  from  the  same  manufactory,  has 
more  recently  been  introduced  with  promise  of 
equally  favorable  results.  One  of  them  was  exhi- 
bited at  the  Crystal  Palace,  made  without  weld- 
ing, from  a  solid  bar,  and  is  a  beautiful  specimen 
of  work. 

Rails  as  well  as  axles  ties,  have  long  been  pa- 
tented to  be  made  of  steel,  but  hitherto,  the 
latter  have  not  been  generally  on  sale ;  the  axles 
and  tire  of  cast  steel  are  in  tbe  market,  and  there 
is  no  doubt  will  eventually  supercede  all  others, 
and  even  the  company  which  "does  not  profess  to 
introduce  anything  new,"  must  hare  them,  or  be 
ruined  by  "damages  "  at  law. 

Yours,  respectfully, 

T.  A.R. 


SaTannah  Valley  Railroad. 

We  have  been  shown  the  report  of  Mr.  Arms, 
Chief  Engineer,  to  the  President,  Mr.  Hutchinson, 
of  the  results  of  the  experimental  surveys  of  the 
above  road,  from  which  we  cull  the  following  in- 
teresting facts : — 

The  length  of  the  experimental  line  from  Ander- 
son to  Hamburg ■ 93|  miles. 

This  can  be  brought  down  to 92      " 

an  increase  of  length  over  an  air  line  of  only  8 
miles  or  9J  per  cent. 

This  compares  favorably  with  the  following : 
Length    over  a    straight  line  of  the  road  ft-om 

Charleston  to  Columbia 26  per  cgnt. 

Columbia  to  Greenville 47  "      " 

"        toAnderson 28"      " 

Augusta  to  Atlanta 25  "      " 

Savannah  to  Macon 27  "      " 

A  comparison  of  distances  shows  not  less  favor- 
ably. 

Connecting  with  the  Rabun  Gap  road  at  Ander- 
son, it  will  afford  a  route  from  Knoxville,  Tenn., 
to  Charleston,  S.  C,  28  miles  shorter  than  via 
Greenville  and  Columbia  roads. 
From  Knoxville,  via  Dalton  and  Atlanta,  to  Au- 
gusta, is 377  miles. 

Via  Anderson 286     " 

Difference 91      " 

Knoxville  to  Savann.ih  and  Augusta..  .498      " 
Via  Anderson  and  Augusta 416     " 

Diflerence  in  favor  of  Valley  Route 82     " 

The  estimated  cost  of  the  Road,  grading,  bridging, 

masonry,  &,c ST99,070  00 

Superstructure 767,000  00 

Equipment 185,200  00 

Engineering,  &c 70,000  00 


Vv  1  $1,811,270  00 

No  estimate  is  hazarded  of  the  business  and 
profits  to  be  expected  from  this  desirable  connec- 
ting link  of  the  Southern  Atlantic,  with  the  West- 
ern States  of  the  great  valley.  But  they  must  be 
immense.  The  road  will  make  Anderson  an  im- 
portant depot  for  a  produce  and  distributing  point, 
similar  to  Atlanta  in  Georgia.  It  must  also  greatly 
increase  the  trade  and  property  of  Hamburg  and 
Augusta — Augusta  Conslitutionalisl. 

Franklin  Canal,  or  Liake  Shore  Railroad. 

The  difficulties  in  reference  to  the  above  Com- 
pany have  been  settled  by  the  Legislature  of  Penn- 
sylvania, by  the  passage  of  the  following  bill,  which 
we  give  below,  from  the  interest  which  these  dW- 
culties  have  excited,  and  from  the  importance  of 
the  measures  of  "  Pacification  "  to  the  Company. 
AN  ACT  relative  to  tbe  Sunbury  and  Erie  Rail- 
road Company  and  the  Cleveland,  Paiuesville 
and  Ashtabula  Railroad  Company. 
Section  I.  Be  it  enacted  by  the  Senate  and 
House  of  Representatives  of  the  Commonwealth 
of  Pennsylvania,  in  General  Assembly  met,  and  it 
is  hereby  enacted  by  the  authority  of  the  sanie, 
that  the  Cleveland,  Painesville  and  Ashtabula 
Railroad  Company,  as  incorporated  under  an  act 
of  the  General  Assembly  of  the  State  of  Ohio, 
passed  the  18th  February,  A.  D.  1848,  entitled 
"An  Act  to  Incorporate  the  Cleveland,  Paines- 
ville and  Ashtabala  Railroad  Company,"  and  an 
act  supplementary  thereto,  passed  December  10, 
1850,  be,  and  they  are  hereby  authorized  to  con- 
struct and  use  a  railroad,  with  one  or  more  tracks, 
commencing  at  and  in  the  city  of  Erie,  thence  ex- 
tending south-weatwardly  by  tbe  most  practicable 
route  on  or  along  the  Franklin  Canal  Railroad  to 
a  point  on  the  State  line  of  Ohio,  where  it  may 
connect  with  the  Cleveland,  Painesville  and  Ash- 
tabula Railroad,  subject  to  the  provisions  of  an 
act  regulating  railroad  companies,  passed  the  19th 
February,  1849,  and  that  they  be  and  are  hereby 
anthorized  to  connect  their  road  with  any  railroad 
or  railroads  legally  authorized  to  come  to  or  to  lay 
a  road  within  the  limits  of  the  city  of  Erie. 
Provided,  That  all  such  connections  shall  wholly 
cease  so  soon  as  tbe  Sonburj  and  Erie  Railroad 
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Company  shall  leave  a  track  or  tra  ks  open  for 
use  leading  into  said  city,  unless  they  shall  also 
make  a  connection  therein  with  said  Sunbary  and 
Erie  Railroad  at  the  depots  of  the  said  last-named 
company. 

Sec.  2,  That  the  said  Cleveland,  Painesville  and 
Ashtabala  Railroad  Company  be,  and  they  are 
hereby  authorized  and  required  to  purchase  the 
railroad  now  constructed  from  the  city  of  Erie  to 
the  Ohio  State  line,  and  all  the  right  or  interest 
of  the  Franklin  Canal  Company,  or  any  other  par- 
ties in  and  to  the  same,  with  its  appurtenances  and 
the  right  of  way,  and  all  other  rights  and  property 
connected  therewith,  and  shall  a 'so  purchase  any 
shares  of  the  said  original  Franklin  Canal  Com- 
pany's stock  at  par,  and  pay  the  interest  and  prin- 
cipal on  all  bonds  of  said  company  according  to 
their  tenor,  and  thereafter  the  said  Cleveland, 
Painsville  and  Ashtabula  Railroad  Company  may 
use  and  enjoy  the  said  railroad  and  its  appurte- 
nances, with  a  full  release  of  any  and  all  rights 
and  claims  of  the  Commonwealth  thereto  or  therein, 
and  the  said  Franklin  Canal  Company  is  author- 
ized to  make  such  sale  and  transfer  to  said  Cleve- 
land, Painesville  and  Ashtabula  Railroad  Com- 
pany. 

Sec.  3.  That  the  said  Cleveland,  Painesville  and 
Ashtabula  Railroad  Company  shall  extend  the 
tracks  of  their  road,  equal  in  all  respects  exeept 
the  grades,  to  the  main  track  from  a  point  west  o{ 
Liberty  street,  being  the  western  boundary  of  the 
city  of  Erie  northeastwardly  by  the  most  practi- 
cable route  to  the  harbor  of  Erie  at  or  near  the 
depot  erounds  of  the  Sunbury  and  Erie  Railroad 
Company,  and  have  the  same  opened  and  ready 
for  use  within  two  years,  or  sooner,  if  the  said 
Sunbury  and  Erie,  or  any  other  railroad  coming 
from  an  eastwardly  direction,  shall  have  one  or 
more  tracks  completed  to  the  said  harbor.  Pro- 
vided, That  the  Sunbury  and  Erie  Railroad  Com- 
pany shall  grant  such  use  of  their  depot  grounds 
as  may  be  agreed  upon  by  the  parties,  and  that 
the  city  of  Erie  shall  grant  free  the  right  of  wav 
over  and  along  such  public  streets  or  public 
grounds  as  may  be  required  for  the  track  or  tracks 
of  said  road  to  the  harbor. 

Sec.  4.  That  all  the  privileges  and  immunities 
granted  to  the  said  Cleveland,  Painesville  and 
Ashtabula  Railroad  Company  in  and  by  this  act, 
are  granted  upon  the  following  terras  and  condi- 
tions, namely : 

First.  The  said  Cleveland,  Painesville  and  Ash- 
tabala Railroad  Company  shall  make  such  con- 
nection between  their  railroad  and  that  of  the 
Sunbury  and  Erie  Railroad  Company,  at  or  near 
the  city  of  Ere  as  may  be  best  adapted  to  the 
safe,  cheap  and  ready  transferring  of  cars;  passen- 
gers, baggage  and  freight  from  one  road  to  the 
other,  so  soon  as  the  western  division  of  the  said 
Sunbury  and  Erie  Railroad  shall  be  finished,  and 
that  so  soon  as  the  said  Sunbury  and  Erie  Railroad 
Company  shall  have  laid  down  a  track  of  road 
from  Sunbury  to  Erie,  then  and  thereafter  the  said 
Cleveland,  Painesville  and  Ashtabula  Railroad 
Company  shall  run  their  freight  and  passenger 
train*  to  the  depots  of  the  Sunbary  and  Erie  Rail- 
road Company,  and  from  then  and  thereafter  shall 
not  grant,  famish  or  allow  to  any  company  whose 
railroad  shall  terminate  at  or  pass  through  or  near 
the  city  of  Erie,  nor  to  any  company  or  companies 
whose  road  or  roads  shall  connect  with  or  be  con- 
tiguous to  such  road  terminating  at  or  passing 
through  or  near  the  city  of  Erie  any  facilities,  pri- 
vileges or  advantages  which  are  not  equally 
granted  and  furnished  to  the  Sunbury  and  Erie 
Railroad  Company,  nor  give  or  furnish,  or  permit 
to  be  given  or  furnished,  by  any  agent,  or  by  anj 
person  or  persons,  company  or  companies,  using 
their  road  directly  or  i  idirectly,  any  inducement 
of  any  kind  whatever  to  any  party  to  travel  or 
to  send  or  forward  property  or  mail  matter  in 
any  direction  on  or  over  any  railroad  so  termina- 
tiag  at  or  passing  through  or  near  the  city  of  Erie, 
or  connecting  or  contiguous  therewith,  in  prefer- 
ence to  traveling  or  sending  or  forwarding  such 
property  or  mail  matter  on  or  over  the  said  Sun- 
bury ^d  Erie  Railroad,  »nd  all  pas^en^ers,  pro- 


perty and  mail  matter  oassing  over  the  said  Sun- 
bury and  Erie  Railroad,  or  destined  to  pass  over 
the  same,  shall  be  received  and  dispatched  by  the 
said  Cleveland,  Painesville  and  Ashtabula  Rail- 
road Company  with  all  proper  and  reasonable 
speed  and  dispatch.  Provided,  That  the  Com- 
monwealth hereby  reserves  the  right,  at  any  time 
that  may  be  deemed  necessary,  to  protect  her 
interests,  to  impose  such  taxes  on  the  Cleveland, 
Painesville  and  Ashtabala  Railroad  Company  as 
may  be  imposed  by  any  general  law  upon  all  the 
railroads  of  the  Commonwealth. 

Second.    The  said   Cleveland,    Painesville    and 
Ashtabala  Railroad  Company  shall,  before  exer- 
cising any   ot    the    r  ghts   or   franchises   hereby 
granted,  subscribe  for  five  thousand  shares  of  the 
capital  stock  of  the  Sunbury  and  Erie  Railroad 
Company,  to  be  paid  for  in  the  bonds  of  the  said 
Cleveland,   Painesville    and   Ashtabula  Railroad 
Company,  as  hereinafter  authorized,  to  be  issued, 
bearing  seven  per  cent,  per  annum  interest,  paya- 
ble half  yearly,  the  principal  payable  in  twenty 
years,  to  be  secured  by  a  mortgage  of  all  their 
property,  rights  and  franchises,  and  which  shall 
be  a  first  lien  or  mortgage  on  that  part  of  their 
property  in  Pennsylvania,  and  on  the  rights  and 
franchises  granted  or  to  be  granted  by  this  act. 
Said  mortgage  to  be  executed  to  such  trustee  as 
shall  be  satisfactory  to  the  said  Sunbury  and  Erie 
Railroad  Company.     The  payments  in  bonds  on 
account  of  such  subscription   to   be   made,  and 
stock  issued  therefor  in  the  same  proportions,  and 
at  the  same  times,  that  the  city  of  Philadelphia 
shall  make  their  payments  on  their  second  sub- 
scription of  ten  thousand  shares  to  the  capital 
stook   of  the  said    Sunbury   and  Erie   Railroad 
Company,  which  said  five  thousand  shares  of  the 
stock,  unless  otherwise  agreed  t"  by  both  parties, 
shall  be  inalienable  until  the  maturity  of  the  bonds 
given  in  payment  therefor,  and  so  declared  on  the 
face  of  the  certificate  for  the  same,  and  in  all  the 
elections  or  stock  votes  of  the  Sunbury  and  Erie 
Railroad  Company,  one  thousand'six  hundred  and 
sixty-seven  shares,  and  no  more,  may  be  voted 
upon  by  the  said  Cleveland,  Painesville  and  Ash- 
tabula Railroad  Company. 

Third.  That  at  least  three  of  th«-  Directors  of 
the  said  Cleveland,  Painsville  and  Ashtabula  Rail- 
road Company  shall  be  citizens  of  the  Common- 
wealth of  Pennsylvania. 

Sec.  5.  That  said  Cleveland,  Painesville  and 
Ashtabula  Railroad  Company  be,  and  they  are 
hereby  authorized  to  issue  their  bonds  in  sums  of 
not  less  than  $100  each,  bearing  interest  at  the 
rate  of  seven  jxir  centum  per  annum,  payable  half- 
yearly,  to  be  secured  by  a  mortgage  or  deed  of 
trust  of  all  their  property,  rights  and  franchises, 
to  the  amount  of  five  hundred  thousand  dollars ; 
and  the  said  Sunbury  and  Erie  Railroad  Company 
are  hereby  authorized  to  receive  said  bonds  at 
par  in  payment,  as  before  provided,  for  the  sub- 
scription to  their  stock  hereinbefore  authorized 
and  directed  to  be  made. 

Sec.  6.  That  if  the  said  Cleveland,  Painesville 
and  Ashtabula  Railroad  Company  shall  in  any 
respect  knowingly  and  intentionally  refuse  or  ne 
gleet  to  conform  and  comply  with  all  and  singular 
the  terms  and  conditions  herein  before  recited  and 
imposed,  the  fact  of  such  refusal  or  neglect  having 
been  adjudged  by  a  court  of  competent  jurisdic- 
tion, then,  and  in  such  case,  all  the  rights  and  pri- 
vileges, powers  and  immunities  granted  to  said 
company  by  this  act,  or  intended  so  to  be,  shall 
forthwith  cease  and  determine.  Provided,  That 
nothing  herein  contained  shall  be  construed  to 
release  the  Cleveland,  Painesville  and  Ashtabula 
Railroad  Company  from  liability  to  the  Sunbury 
and  Erie  Railroad  Company  by  reason  of  such 
refusal  or  neglect ;  but  the  said  Sunbury  and  Erie 
Railroad  Company  may  from  time  to  time  recover 
from  the  Cleveland,  Painesville  and  Ashtabala 
Railroad  Company  such  damages  as  they  may 
sustain  therefrom. 

Sec.  7.  That  immediately  upon  the  passage  of 
this  act  the  Susquehanna  and  Erie  Railroad  Com- 
pany may  assign  and  transfer  to  the  Sunbary  and 
Erie  Railroad  Company  all  their  estate  and  effects, 


rights,  liberties  and  franchises;  and  from  and 
after  such  transfer  and  assignment,  duly  executed 
under  their  corporate  seal,  and  said  Sunbury  and 
Erie  Railroad  Company  shall  become  vested  with 
all  the  estat«  and  effects  of  the  said  Susquehanna 
and  Erie  Railroad  Company,  and  shall,  and  may 
exercise  and  enjoy,  all  the  rights,  privileges  and 
franchises  of  the  said  Company,  in  their  own  name , 
and  in  addition  to  those  now  enjoyed  or  possessed 
by  themselves,  as  fully  as  though  the  same  had 
been  directly  granted  to  the  said  Sunbury  and 
Erie  Railroad  Company.  Provided,  That  if  the 
said  Sunbury  and  Erie  Railroad  Company  shall, 
under  the  rights  and  franchises  transferred  to  them 
by  the  said  Susquehanna  and  Erie  Railroad  Com- 
pany, or  under  any  other  legislative  authority, 
construct  a  railroad  leading  from  the  city  of  Erie 
to  the  Ohio  State  line,  parallel  with  the  said  Cleve- 
land, Painesville  and  Ashtabula  Railroad,  or  shall 
connect  with  any  other  such  railroad,  then  and  in 
such  case  the  Sunbury  and  Erie  Railroad  Compa- 
ny shall  pay  to  the  said  Cleveland,  Painesville  and 
Ashtabula  Railroad  Company  so  much  as  may 
have  been  paid  on  account  of  the  said  subscription 
of  5,000  shares  of  stock,  either  in  cash  or  in  the 
bonds  aforesaid,  at  the  option  of  said  Sunbury  and 
Erie  Railroad  Company  ;  and  thereupon  the  said 
Cleveland,  Painsville  and  Ashtabula  Railroad 
Company  shall  deliver  up  the  certificates  of  stock 
issued  to  them  to  be  canceled,  and  thenceforth  the 
said  Cleveland,  Painesville  and  Ashtabula  Railroad 
Company  shall  be,  and  they  are  hereby  authorized 
to  exercise  all  the  rghts  and  privileges  herein- 
before granted,  or  intended  so  to  be  freed  and 
discharged  from  all  and  singular  the  terms  and 
conditions  hereinbefore  imposed  and  provided. 

Sec.  8.  That  before  exercising  any  of  the  righta 
and  immunities  iKJruby  granted  to  the  Cleveland, 
Painesville  and  Ashubula  Railroad  Company,  and 
to  the  Sunbury  and  Erie  Railroad  Company,  re- 
spectively, either  company  shall  givt?  to  the  other 
notice  in  writing,  under  their  rcsiR'ctive  co;  porate 
seals,  that  they  accept  this  act  and  agr  e  to  be- 
come bound  by  all  t'.ie  provisions  and  conditions 
therein  contained ;  and  imm'jdiately  upon  either 
of  said  companies  giving  such  notice  to  the  other, 
then  such  company  shall  forthwith  be  and  become 
entitled  to  all  the  bencBUs,  rights,  privileges  and 
immunities  granted  by  this  act,  subject,  however, 
to  the  performances  of  the  terms,  provisions  and 
conditions  therein  contained. 


The  above  arrangement  is  stated  to  be  "  highly 
satisfactory  to  all  parties."     We  are  glad  it  is  so. 
We  presume  the  Lake  Shore  line,  desirous  of  see- 
ing the  Sunbury  and  Erie  Railroad  built,  are  very 
willing  to  be   allowed  to  aid  a'work  important  to 
its  interests.     Should  the  stook  of  the  new  con- 
cern prove  valuable,  the  former  will  have  the  good 
fortune  of  securing  another  outlet  and  tributary, 
without  submitting  to   a  sacrifice.     Should  the 
contrary  be  the  fact,  the  Lake  Shore  company  can 
probably  afford  to  throw  away  the  £500,000,  pro- 
vided it  be  the  means  of  constructing  the  Sunbary 
and  Erie  road.     This  company  is  delighted  with 
the  arrangement,  because  it  gives  them  an  oppor- 
tunity of  compelling  their  more  enterprising  and 
wealthy   neighbors    to  shell  out  half  a    million, 
which  will  enable  this  concern,  which  has  been 
weather-bound  "  from  time  out  of  mind  '    for  want 
of  money  to  raise  the  wind,  to  set  sail.  The  succew-^, 
of  the  road  may  turn  upon  this  half  a  million, 
which  has  been  seized  as  a  sort  of  a  waif  from  the 
capital  of  New  York,  .■  .  .       ]     ;■  .'< 

But  as  the  parties  interested  are  mulntMy  satis- 
fied— one  that  it  has  got  so  much,  and  the  other 
that  it  has  escaped  by  paying  so  little — all  who 
have  no  interest  certainly  ought  to  be  equally 
satisfied.  New  Yorkers  are  satisfied,  because  the 
arrangement  will  help  to  build  the  Sunbury  and 
Erie  road,  a  work  which  they  regard  as  calculated 
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to  be  highly  nseful  to  them.  The  people  of  Phi- 
ladelphia are  pleased  for  a  similar  reason.  Whether 
the  satisfaction  which  the  press  of  that  city  displays 
springs  from  a  feeling  that  the  settlement  of  the 
diflaculty  has  relieved  them  from  an  unpleasant 
predicament,  we  will  not  give  an  opinion.  But 
•what  has  become  of  the  offended  majesty  of  the 
State  1  Has  it  been  apiK^ased  by  a  sura  of  money  ? 
Has  wounded  dignity  an  equivalent  in  filthy  lucre  1 
But  above  all,  what  has  become  of  the  rights  of 
the  people  of  Erie  in  the  arrangements  that  have 
been  madel  Completely  sold  out,  sacrificed. 
Upon  the  break  of  guage  their  hopes  of  salvation 
were  built.  The  Governor,  in  his  message  in  their 
vindication,  states  that  the 

,  "  Eflfects  of  a  break  of  gauge,  and  consequent 
trans-shipment  east  of  Erie,  upon  the  business  of 
that  harbor,  must  be  paralysing  if  not  fatal." 

By  the  arrangement  now  entered  into,  the 
Cleveland  and  Painesvillo  road  may  connect  their 
guage  with  thai  of  the  road  running  to  Buffalo, 
and  break  bulk  there  instead  of  at  Erie.  In  fact, 
the  two  may  be  herjafter  run  as  one  road.  So 
much  for  the  principle  involved  in  the  Erie  quar- 
i-el.  It  w  as  a  game  of  plunder  from  the  beginning. 
The  Erie  people  being  the  weaker  party,  have 
been  rudely  thrust  aside,  and  get  not  a  penny  that 
was  not  offered  time  and  again  by  the  Lake  Shore 
interest.  If  the  positions  they  look  were  correct, 
ihey  are  ruined  beyond  remedy.  The  town  was 
pretty  thoroughly  ruined  in  public  estimation  long 
ago.  

Bellefontaine  and  Indiana  Railroad    Com- 
pany. 

The  fou  rth  annual  report  of  the  the  Board  of 
Directors  of  the  Bellefontaine  and  Indiana  Rai^ 
road  Company,  under  date  of  January  12,  1864j, 
gives  a  full,  and  encouraging  statement  of  the  af 
ffairs  of  that  company,  since  the  completion  of  tUfe 
road,  itf  July  1850. 

The  completion  of  the  road  was  delayed  long«Jr 
than  contemplated  for  several  reasons :  the  prin- 
cipal of  which  was  a  rise  in  ihc  price  of  iron,  and 
an  increased  price  paid  by  the  Company  in  tbe 
shape  of  duties ;  and  the  failure  of  the  manufac- 
turers in  Europe  to  deliver  the  rails  at  the  proper 
time,  by  which  the  Company  was  obliged  to  pay 
advanced  prices  for  transportation.      *. 

The  Indianapolis  and  Bellefontaine  railroad  was 
opened  to  the  State  line  of  Ohio  a  short  time  be- 
fore this  road]was  completed ;  so  that  a  connection 
was  at  once  made  with  the  network  of  roads  cen- 
tering at  Indianapolis.  The  two  roads  now  run  as 
one  line  under  the  sui>erindendence  of*J.  Notting- 
ham Esq. 

At  Indianapolis,  this  line  now  connects  with  eight 
different  railroads,  branching  to  various  points, 
and  meeting  on  the  Union  track,  which  nearly  en- 
circles the  city,  to  wit : 

Madison  and  Indianapolis,  length, 86  miles. 

Terre-Haute  and  Indianapolis, "      72      " 

Lafayette  and  Indianapolis,      "     64     " 

Peru  &  Indianapolis, supposed"      94      " 

Indianapolis  and  Bellefontaine, "     84      " 

Jeffersonville,  "     jl08      " 

Central  supposed  length, 72      " 

Lawerenceburg 90      " 

Tbe  road  is  well  stocked  with  first  class  enginei 
and  cars;  but  the  accomodation.s  are  not  half 
eqnal  to  the  pressure  of  business  offering 
On  the  first  of  Nov.  the  company  took  en- 
tire possession  of  the  road,  relieving  the  contrac- 
torp. 


Tlie  entire  expenditures  of  the  road  up  to  Jan. 

1854,  have  been  ^2,838,961, 26. 

But  the  company  hold  real  estate, 
taken  in  payment  for  stock  is- 
sued to  the  amount,  (i»t  cost,)  of      249,431  76* 

And  materials,  (surplus  cross  ties,) 

worth 3,750  00 

Making 253,181  75 

Which  will  be  .sold  and  reimburse 
the  expenditure,  prontato,  leav- 
ing  5ii2,685,769  61 

The  above  is  the  actual  cost,  thus  far,  of  the  Road, 
its  appurtenances  and  equipment,  which  makes  the 
cost,  per  mile,  (118  miles,)  $21,913,30. 

The  machinery,  locomotives  and  cars  of  the 
company  are  all  of  the  latest  and  most  improved 
patterns,  of  the  best  materials,  and  well  construc- 
ted. Our  large  and  commodious  new  engine 
house,  at  Gallon,  with  accommodations  for  20  en- 
gines, is  nearly  ready  for  use ;  one-fourth  of  which 
is  to  be  paid  for  and  occupied  by  the  C.  C.  <fc  C. 
R.  R.  Company.  The  same  company  is  to  occupy 
and  pay  for  one-third  of  the  repair  shop,  at  the 
same  point,  whieh  is  also  nearly  ready  for  occu- 
pancy. 

The  engine  house  at  Bellefontaine,  with  stalls 
for  6  engines,  is  nearly  completed. 

Warehouses  have  beenerecicd,  to  accommodate 
the  business  of  the  Road,  at  Gallon,  Caledonia, 
Marion,  Larue,  Ridgway,  Bellefontaine,  De  Graff, 
Pemberton,  Sidney,  and  Union,  and  others  are 
being  erected  at  other  points.  Small  passenger 
houses  will  be  required,  at  Marion  and  Sidney, 
during  the  present  year. 

But  after  every  ting  is  made  complete,  it  is  es- 
timated the  road  will  cost  from  $22,000  to  $23,000 
per  mile.  The  increase  over  the  estimate  is  attri- 
buted chiefly  to  expenditures  not  originally  em- 
braced in  them,  to  the  delay  in  obtaining  iron,  and 
to  the  advance  in  the  price  of  labor,  and  materi- 
als. 

Since  the  report  wa.s  written  the  guago  of  the 
Indianapolis  road  has  been  changed,  so  as  to  cor- 
respond with  that  of  the  Bellefontaine  and  Indi- 
ana road.  An  uniform  track  now  exists  between 
Buffalo  and  Indianapolis,  through  Cleveland  ;  also 
from  Pittsburgh  to  the  same  point  over  the  Ohio 
and  Pennyslvaniaroad,  which  connects  with  the 
Bellefontaine  and  Indiana  at  Crestline.  It  is  bs- 
lieved  that  this  uniformity  of  track  will  add  large- 
ly to  the  efficiency  and  vxilue  of  the  above  road. 

The  report  states  that  the  troubles  at  Erie  dur- 
ing the  past  winter,  operated  disasterously  to  the 
interests  of  this  road,  not  less  than  $25,000  hav- 
ing be«n  diverted  from  this  line  to  other  points, 
at  the  date  of  the  report. 

The  road  was  opened  for  business  July  12th, 
1853,  and  from  that  time  up  to  Jan.  1st,  1854,  the 
gi-oss  earnings  of  the  road  have  been 

$136,623  49 
And  the  running  expenses,  after  de- 
ducting fuel,  oil,  and  other  materi- 
als for  use 33,265  30 


Alter  diriect  connection  is  made  with  St.  Louis 
the  Directors  confidently  anticipate  a  very  large 
incn  ase  of  business  and  receipts. 

The  following  is  a  statement  of  the  receipts  and 
expenditures  of  this  road,  up  to  Jan.  Ist,  1354. 

Capital  Stock  paid  in, $1,722,231  11 

Mortgage  Bonds 792,000  00 

Real  Estate  Bonds, 192,000  00 

Bills  payable, 64,791  96 

Earnings  used  in  Construction, 67,928  19 
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Graduation,   Masonry, 

and  Bridging, $510,437  36 

Superstructure, 1,010,961  94 

Right  of  Way, 27,120  85 

Engineering,  Officers' 
Salaries,  Rent,  Sta- 
tionery, &c 79,853  66 

Depots  and  Stations,. .       55,750  27 

Gravel  Ballast, 90,826  06 

Equipment, 343,068  92 

Incidental  Expenses,..       14,966  25 

Telegraph  Line 7,G06  00 

Interest,  Discounti, 
Commissiou.s,      and 

Taxes, 363,829  83 

Bills  Receivable, 63,820  22 

Real  Estate  taken  for 
Stock,  remaining  un- 
sold      249,431  76 

Material  remaining  on 

hand 3,760  00 

Cash  in  the   hands   of  .  ,-j      ..; 

Treasurer  and  Agents 
of  the  Company, ....       17,628  15 


$2,838,961  26 


Net  profits, $102,368  19 

From  which  deduct  6  months  interest 
on  bonds, 34,440  00 


Leaves  applicable  to  dividend, 67,928  19 

Four    jjer  cent,   dividend,    (payable 

mainly  in  stock,)  declared  on  $1,- 

696,C44  26-100  stock  on  dividend 

list, 67,861  77 


Which  leaves  a  surplus  of. 


$66,42 


*Note. — This  real  estate  was  taken  at  an  early 
day  in  the  progress  of  the  road,  before  the  con- 
struction of  the  road  had  raised  the  price  of  real 
estate.    It  is  now  worth  much  more  than  it" cost. 


$2,838,961  26 
There  are  in  the  line  16  locometives,  208  eight- 
wheeled  curves,  100  four-wheeled  gravel  cars,  and 
27  hand  cars.  All  the  cars  above  mentioned  are 
now  on  the  road.  The  final  estimate  of  the  whole 
cost  of  the  road,  exceeds  the  original  estimate  by 
the  sum  of  $138„696,93 ;  the  difference  of  which 
is  attributed  to  the  same  causes  as  those  mention- 
ed in  the  report  of  the  President.  The  following 
are  some  of  the  leading  characteristics  of  the  road. 

Length  of  Road, 118.23  miles. 

Length  straight, 108.00    " 

Length  curved, 10.23    " 

Length  of  curved  line  with  radii  vary- 
ing in  lengih  from  2,865  to  11,460 

feet 8.77    "  "^: 

Length  of  curved  line  with  radii  be- 
tween 1 ,910  and  2,865  feet 0.77    " 

Length  of  curved  line  on  minimum 
radius,  1,146  feet, 0.67     " 

Only  about  600  feet  in  length  of  the  miDimtim 
radius  of  curvature  occurs  between  stopping  sta- 
tions. The  residue  is  at  Sidney,  and  in  the  tem- 
porary track  at  Gallon,  soon  to  be  replaced  by  a 
new  track,  on  an  easy  curve.  These  are  tangents 
of  17,  13,  12,  8,  7,  and  6  miles  in  length,  respec- 
tlTely. 

GRADES. 

Level  line 20.69  mile*. 

"      and  under   6  feet  per  mile, ..  .   80.82       ' 
"      and     "      10      "      "       ....   87.86     " 

"      ....   §1.82      " 

"       ....   61.64      " 

"       ....   68.80 

"       ....   80.79 

"       ...     87  26 

"      and  not  over  39,60    "       ....118.28 

Total  length  of  maximum  grades,..  .  23.66 

Longest  continuous  maximum  grade,    8.00 

The  report  complained  of  a  failure  onthepart  of 
theCleveland,  Columbus,  and  Cincinnati  Company; 
to  comply  with  a  contract  entered  into  with  the 
Bellefontaine  and  Indiana  Company,  requiring  the 
former  to  furnish  a  certain  proportion  of  Engines 
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and  Cars  to  unite  in  doing  the  business  from  the 
line  of  the  Bellefontaine  andilndiana  Company. 

The  consequence  has  been  that  the  cars  of  this 
road  have  to  run  not  only  over  their  own  road, 
but  oTer  that  of  the  Indiana  30  miles,  and  79  miles 
of  the  C.  C.  and  C.  road;  and  besides  being  often 
detained  at  Cleveland  as  warehouses,  and  at  a  time 
when  western  business  is  pressing. 

The  report  also  urges  an  independent  connect- 
ing road  of  four  miles  between  Gallon  and  Crest- 
line, in  relation  to  which  we  copy  the  following : 

The  Ohio  and  Pennsylvania  road,  since  its  com- 
pletion to  Crestline,"  188  miles  from  Pittbnrgh, 
placing  it  in  connection  with  the  C.  C.  &  C.  road  ; 
and,  by  using  4  miles  of  the  latter,  with  your  line 
at  Gallon,  has  been  crowded  with  business.  The 
superintendent  recently  informed  me  that  they 
had  not  been  able  accommodate  the  local  freight 
accnmulatlng  on  their  own  line ;  much  less,  to  ex- 
tend proper  facilities  for  the  transmission  of  the 
still  greater  amount  awaiting  shipment  along  your 
line  and  its  tributaries  in  Indiana.  That  company 
has  commenced  active  measures  for  bringing 
about  a  connection  with  the  Pennsylvania  railroad 
across  the  Alleghany  river,  between  the  cities  of 
Alleghany  and  Pittsburg.  The  Pennsylvania 
road,  which  has  for  some  time  been  in  operation 
with  the  State  Inclined  Phine  road,  will,  during 
the  present  month,  bo  finished  throughout,  with  a 
new  track,  avoiding  all  the  inclined  planes.  Trains 
will  then  run  from  Philadelphia  to  Pittsburgh  in 
15  hours,  saving  6  or  7  hours  on  their  present 
timetable.  This  change,  so  long  desired  by  the 
traveling  public,  will  unquestionably  add  largely 
to  the  business  passing  between  the  west  and  the 
eastern  cities,  by  the  Pittsburgh  route,  Many, 
even  now,  travel  by  this  line,  in  preference  to  the 
Wheeling  route  to  Baltimore  and  Washington :  and 
with  the  avoidance  of  the  inclined  planes,  and  sav- 
ing of  time,  it  must  become  a  favorite  with  the 
traveling  community.  Thus  will,  in  a  few  days, 
be  pre.sented  a  strong  additional  inducement  for 
the  construction  of  the  4  miles  of  Union  track  long 
since  proposed  between  Crestline  and  Gallon.  This 
acconi[>lished,  with  a  second  track  on  the  C. 
C.  &  C.  road,  from  G<-ilion  to  Cleveland,  the  Belle- 
fontaine and  Indiana  road  will  take  its  proper 
stand  among  the  railroads  of  Ohio. 

Id  addition  to  roads  already  constructed,  there 
are  several  proposed  works,  which,  when  comple- 
ted will  have  a  tendency  to  pour  an  increased 
business  into  the  Bellefontaine  and  Iu<liana  road. 
One  of  these  is  the  Owl  Creek  Valley  connection 
from  Marion  to  Mt.  Vernon  37  miles ;  thence 
to  Coshocton  37  mil  es,  thence  to  Steubeuville  78 
miles ;  and  thence  to  Pittsburgh,  via  the  Pitts- 
burgh and  Steubeuville  road,  42  miles. 

Another  connection  is  from  Cincinnati  to  Syd- 
ney, called  the  Dayton  and  Michigan  road.  From 
Dayton  to  Troy  20  miles  ;  this  road  was  opened 
last  spring,  leaving  but  17  miles  between  Sydney 
and  Cincinnati  to  be  completed.  This  road,  pass- 
ing as  it  does  through  the  exhaustless  Miami  Val- 
ley, is  regarded  as  a  valuable  tributary  to  the 
Bellefontaine  and  Indiana  road. 

The  great  strength  of  the  Bellefontaine  and  In- 
diana Railroad,  is  io  the  fact,  that  it  connecus  by 
-the  shortest  line,  the  capital  of  Indiana,  and  the 
web  of  railroads  abaut  that  point,  with  the  great 
Lakes,  and  the  eastern  markets.  It  must  become 
apart  of  the  shortest  route  from  Cleveland,  not  only 
to  St.  Louis,  but  to  all  the  towns  in  the  Lower  Ohio. 
It  traverses  an  excellent  section  of  country,  which 
must  supply  it  with  a  lucrative  local  trafic.  We 
regard  it  a  first  class  Western  Railroad,  not  only 
as  a  connecting  line  between  other  sj  items,  but  as 
a, local  work. 


Extent  of  tlie  Ooma/ki  of  tt&e.UniteU  Stateit. 

The  following  report  of  the  Commissioner  of  the 
land  office,  made  to  the  Cecretary  of  the  Interior, 
and  submitted  to  the  House  of  Representatives  on 
the  21st  of  March,'1854,by  the  President,  inobedi- 
ence  to  a  resolution  of  that  body,  explains  a  me- 
terial  error  as  to  the  prevalent  estimate  of  the  ex- 
tent of  the  public  domain.  The  letter  of  the  Com- 
missioner is  as  follows : 

Ge.vERAL  Land  Okfice,  March  15,  1854. 

Sir:  Incompliance  with  the  resolution  of  the 
House  of  Representatives,  received  in  your  letter 
of  the  24th  ult.,  which  resolution  is  as  follows, 
viz: 

Resolved,  That  the  President  of  the  United 
States  be  requested  to  cause  to  be  prepared,  for 
the  use  of  this  House,  tabular  statements  exhibi- 
ting—     • 

First.  The  area  of  each  State  and  Territory,  ex- 
pressed in  square  miles  and  in  acres; 

Second.  The  extent  of  public  domain  now  re- 
maining in  each  State  and  Territory,  expressed  in 
acres ; 

Third.  The  extent  of  public  domain  alienated 
by  the  government  of  the  United  States  in  each 
State  and  Territory,  distinguishing  between  that 
sold  for  a  valuable  consideration  and  that  given, 
granted,  ceded,  or  conveyed  for  the  purposes  ©f 
education,  public  buildings, internal  improvements, 
and  miscellaneous  objects ; — 

I  have  the  honor  to  transmit  herewith  a  state- 
ment containing  the  imformation  called  for ; 
By  the  former  statement  of  this  of-        Acres. 

fice,   the   whole  surface   of  the 

public  domain  is  made  to  cover.  1,612,184,919 
By  the  statoment  now  furnished. . .    1,301,480,320 


relating  to  the  subject  was  passed  by   both  bran- , 
ches,  but  was  returned  by  the   Mayor  without  hw'-^ 
approval,  and  another,  amended  so  as  to  meet  hia " 
objections,  has  since  been  introduced. 

Earalngs  ofthe  Vlaln*  Railroads  for  1858> 

We  give  below  a  statement  showing  the   grow;" 
income  of  the  Railways  of  Maine  in  1^8. 

Receipts  in  1858.  ''"     '  ■  .,, 

Passengers.  Freight.   Other      Total 


Androscoggin, 
A.  &  St.  L. 
And.  &,  Ken. 
Bangor  &  Pise 
Calais  &  Baring, 
Ken.  &  Port. 
Machiasport, 
P.  S  &P. 
Fork  &  Cumb, 


$9,168 

130,435 

79  305 

23,269 

1,361 

134,432 

187,808 
36,170 


9,555 
167,733 
68,176 
18,911 
25,675 
34,628 
9,715 


sources,  receipts. 


428 
17,869 
6,594 
1,957 
1,001 
7,941 
100 


58,197  16,061 
18,905        284 


19,152 
316,088 
154  106 

43,188 

28,038 

177,008 

9,816 

262,077 

54,361 


$600,961  411,439  52,238  1,064,628 
Estimating  the  cost  of  the  Railroads  of  Maine  in 
operation  in  round  numbers  at  $12,000,000,  the 
gross  earnings  are  about  9^^  per  cent  on  the  cost 
Our  Railroad  returns  are  too  incomplete  to  allow 
of  any  thing  like  an  accruate  statement  of  their 
working  expenses,  or  of  the  net  earnings  of  th« 
roads. 


AVabaali  and  Erie  Canal. 

The  Trustees  of  the  Wabash  and  Erie  Canal,  of 
the  State  of  Indiana,  report  the 

Tolls  and  water  rents  of  1863 $181 ,204 

Land  sales  for  year 417,379 

Interest  on  New- York  deposits 1,481 


Making  difference 220,704,599 

This  discrepancy  is  explained   by  .-     ,_ 

the  fact  that  Oregon,  the  propos-  -/  ■ 

ed  Nebraska,  and  the  Indian  Ter-  ,  ~  .  :'  " 

ritories,  are  set  down   in  the  for- 
mer statement  as  containing. .  . .       764,197,760 
Which  was  in  accordance   with  an 
estimate  of  the  public  domain 
west    of    the   Mississippi    river,        -         ;   , 
made  many   years  since  on   the 
moat  correct   maps  then  in  exis- 
tence, reduced  from  time  by  de- 
ducting the  estimated  surfaces  of 
the  organized  Territories ;  but  by 
reestimatiug  the  surface   accor-  . 
ding  to  the    improved   maps  of      '   ' 
the  day,   and  the  new  divisions         '■  ! 
thereof  by  the  recent  legislation 
of  Congress    and    the  bills    now  .  * 

pending  before  that  body,  it  is 
found,  as  now  stated,  to  cover 
only 543,493,120 


Total  increase  of  year $600,064 

Balance  from  1852 266,376 


Leaving  difference ...............       220,704,640 

From  which  deduct  a  slight  error 
in  the  old  statement,  made  in  re- 
ducing the  miles  to  acres  for  the 
Stattfof  Illinois  and  Alabama..  41 


Leaves  difference,  as  above 220,704,699 

With  great  respect,  your  obedient  servent, 

John  Wilson,  Commissioner. 
Hon.  R.  McClelland,  Sec'y  of  the  Interior. 

CouBolidatlou  or  Railroads. 

The  consolidation  of  the  railroad  lines  between 
Baltimore  and  Sunbury,  Pa.,  is  likely  to  take 
place.  The  lower  branch  of  the  Pennsylvania 
Legislature,  on  Tuesday,  passed  the  bill  to  consoli 
dated  the  York  and  Maryland  line,  York  and  Cum- 
berland, Susquehanna  and  York,  and  the  Susque 
hanna  Railroads  into  one  rOad,  to  be  known  as 
the  Northern,  Central  Railroad.  The  bill  had  previ- 
ously passed  the  Senate,  and  no  doubt  is  enter 
tained  of  its  receiving  the  approval  of  the  Ocvcr 
nor.  The  consent  of  Maryland  to  the  proposed 
consolidation  was  granted  by  the  Legislature  at 
its  recent  session,  and  the  only  legislation  now 
necessary  to  consummate  the  enterprise  is  to  come 
from  the  Baltimore  City  Cooncil.    An  ordiance 


Total $865,440 

Expenses  of  year $98,873 

Construction 473,088 

Interest  on  dfebt 64,416 

Miscellaneous 9,395—  642,272 


Balance  on  hand  Deceral>cr,  1853. .  $223,168 


Cincinnati  Peru  and  rhleaffo  Railroads 

There  are  now  engaged  in  the  construction  of 
the  above  road,  about  one  hundred  and  fifty  work- 
men within  the  limitsof  this  county,  and  as  many 
more  at  different  points  on  the  line.  We  are  as- 
sured, that  in  the  course  of  one  week  or  ten  days, 
the  hands  put  upon  the  track  will  be  nearly  dou- 
ble in  number,  making  a  force  of  five  or  six  hun- 
dred men,  and  that  the  road  between  this  place 
and  Plymouth  will  be  completed  and  placed  in 
running  order  by  the  first  day  of  October  next. 
Connecting  at  that  iwiut  with  the  eastern  portion 
of  the  Fort  Wayne  and  Chicago  road,  whichwill 
soon  thereafter  be  in  an  available  condition,  a  por- 
tion of  our  own  will  thereby  be  brought  into  early 
operation  and  be  made  to  pay  iuto  the  treasury  of 
the  company  a  remunerating  profit.  Those  in- 
terested, therefore,  in  the  value  of  the  stock,  as 
well  as  the  citizens  of  Laporte  generally,  solicitous 
for  our  sectional  prosperity,  will  have  cause  to 
congratulate  theu-  fortune,  that  the  Peru  and 
Chicago  railroad  has  for  its  Contractors,  men  who 
sustain  so  well  their  reputation  for  untiriog  energy 
and  promptness  as  Messrs  French  &  Tyner. — La- 
porfe  Tiraef. 


Henderson  and  NastkrUle.RaUroad. 

The  Hopkinsville  W/iig  says  there  are  now 
about  six  hundred  hands  at  work  on  this  road, 
principally  in  Henderson  and  Hopkins  counties, 
where  they  are  at  work  on  the  tunnel  and  th« 
deep  cut.  The  tunnel  will  be  600  feet  in  length. 
The  deep  cat  is  300  feet  in  length  and  about  60 
feet  deep  from  the  apex.  The  road  has  been 
grubbed  and  cut  out  nearly  throughout  its  whole 
length  fromllenderson  to  Trenton;  abouttbirty  miles 
have  been  graded,  mostly  in  Henderson  and  Hop- 
kins counties,  and  the  work  of  grading  is  rapidly 
progressing.    The  managers  of  the  road  hope  U> 
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commence  laying"'  down*the_iron  rail  during  the 
summer,  and  before  fall  it  is'  hoped  the  cars  will 
be  on  a  portion  of  the  road,  and  may  be  running 
from  Henderson  to  Madison  vile. 


American    Railroad  Journal. 

8*tnrda]r<  May  13,  1854. 
8to«k  »nd  Money  Harfcet. 

We  have  but  to  repeat  the  substance  of  what 
we  have  said  for  several  weeks  past.  The  ebb  of 
the  tide  still  continues.  Securities  of  all  kinds 
'liave  touched,  within  the  past  week,  a  lower  point 
than  at  any  previous  period.  There  appears  to  be 
no  effort  to  sustain  the  fancy  market,  nor  is  there 
»ny  demand  for  securities  of  an  unquestioned 
character.  A  complete  paralysis  seems  to  have 
struck  the  entire  market. 

Under  this  state  of  things,  it  is  woi  se  than  use- 
less for  railroad  companies  that  do  not  possess  a 
well-known  reputation,  to  attempt  to  borrow  mo- 
ney by  a  sale  of  their  bonds.  They  will  not  only 
not  succeed,  but  failure  will,  to  a  certain  extent, 
discredit  the  character  of  the  security  offered. 

At  the  present  time  no  railroad  company  can 
safflf  borrow  money  beyond  the  means  for  pay- 
ment within  their  reach,  nor  incur  heavy  expendi- 
tures in  the  construction  of  new  works,  relying  on 
the  ordinary  mode  of  raising  money  by  sales  of 
bonds.  The  market  is  loaded  down  with  securi- 
ties much  more  attract '♦;  than  any  new  proji-ct 
can  offer,  and  some  time  must  elapse  before  the 
supply  on  hand  can  be  ckared  off.  Our  own  views 
will  undoubtedly  be  abundantly  confirmed  by  th«- 
experience  of  any  person  who,  for  a  few  months 
past,  has  attempted  ^to  effect  negotiations.  The 
state  of  things  under  which  railroad  companies 
are  suffering  will,  in  time  work  its  own  cure ;  but 
to  allow  it  to  do  so  in  the  end,  it  should  not  bf 
aggravated  by  adding  to  the  causes  that  produced 
it. 

The  drain  of  specie  continues.  The  shipments 
for  the  last  week  were  Sl,871,012;  and  for  tht 
year,  89,937,073.  The  almost  entire  cessation  of 
foreign  orders  for  our  securities  is  one  of  the  rea- 
sons for  the  large  export. 

Below  is  the  comparative  statement  of  the  City 
Banks  for  the  weeks  ending  April  29  and  May  6 : 

May  6.  April  29. 

Loans ' S90,6«8,774      890,246,049 

Specie 11,437,034         10,951,136 

Circulation 9,851,038  9,377,678 

Deposits 63,867,487         59,719,381 

The  returns  of  Railroad  Companies  for  April 
to  date  were  as  follows : 
Bal.  &  Ohio  (main  stem). . .    S351,379      S200,219 

Michigan  Northern 165,301         111,894 

Michigan  Central 146,156         104,128 

Macon  &  Western 29.624  20,903 

Cleveland  &,  Pittsburgh . . .        42,000  39.380 

Chicago  &  Rock  Island...        86,944  new 

New  York  and  New  Haven.       69,313  60,462 

The  city  of  Cleveland  has  loaned  SIOO.OOO  to 
the  Akron  Branch  Railroad,  payable  in  the  stock 
of  the  Cleveland,  Columbus,  and  Cincinnati  Rail- 
road. 


Rome  and  AVatertovrn  Ri^lTroad^ 

The  stockholders  of  the  Watertown  and  Rome 
Railroad  hare  voted  to  authorize  its  board   of  di 
rectors  to  indorse  the  bonds  of  the  Potsdam   and 
Watertown  Railroad  Co.,  uudflc  the  recent  act  of 
the  Lej^lature.     \:.j.-'r-  •  ;  ■.^. : .' ^ 


Railway  Sbare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuaiion  of  SIOO. 


NAME  OF  COMPANY. 


N.H 


Vt. 


Atlantic  and  St.  Lawrence.  ..Maine 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .      " 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Passumpsic. . 

Rutland " 

Vermont  Central " 

Vermont  and  Canada '   " 

Western  Vermont '* 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

.Vew  Bedford  and  Taunton. ..  " 
Baston  and  New  York  Central      " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts..       " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester. . .      " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer  " 
New  York  and  New  Haven. . ,      " 

Xaugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Corning  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  lyid  Elmira 

Cayuga  and  Susquehanna 

Erie,  (New  York  and  Erie)... 

Hudson  River 

Harlem 

Long  Island ^ 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Platt»«luirg  and  Montreal.... 
Rensselaer  and  Saratoga.... 

Rutland  and  Washington 

Saratoga  and  Washington. .  . . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  Ejist " 

Harrisburgh  and  Lancaster. . .       " 

Philadelphia  and  Reading " 

Philad.,  Wilmington  and  Bait.      " 


N.  Y. 


a 
I 


s 


N.J. 


150 

55 

72 

51 

20 

93 

35 

54 

82 

24 

15 

47 

26 

61 

120 

117 

47 

51 

24 

28 

83 

55 

69 

29 

52 

68 

42 

67 

20 

74 

46 

11 

77 

46 

166 

60 

40 

46 

72 

110 

60 

66 

61 

62 

65 

54 

91 

132 

69 

60 

47 

36 

464 

144 

130 

96 

604 

118 

86 

23 

25 

60 

41 

32 

39 

96 

66 

45 

31 

63 

66 

20 

36 

95 

98 


a, 


ce 


1,538,100 

824,863 

1,073,673 

1,866,600 

286,747 

1,649,278 

1,486,000 

2,078,626 

8,016,634 

717,643 

600,000 


1,097,600 
2,486,000 
8,500,000 
1,500,000 
392,000 


1,880,000 
4,076,974 
3,160,000 
4,600,000 

421,950 
1,691,110 
2,860,000 
1,050,000 
3,640,000 

600,000 
1,159,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
5,150,000 

i,"46Y,56b 

922,600 

2,360,000 


2,973,700 
1,043,540 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


21. 

c  s 
S  V 


o 
H 


1 


none. 


550,000 
2,429,100 
3,600,000 


700,000 


558,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,636 


206,190 
160,000 
402,326 
590,541 
180,000 
286,363 

1,192,976 
6,208 
191,600 
none. 
963,370 
296,038 
none. 

1,139,615 
194,446 

5,319,520 
467,700 
800,000 
500,000 
800,000 


6,973,700 
2,036,140 
2,620,981 
1,469,384 
713.606 
2,640,217 
1,486,000 
3,002,094 


661,214 
1,400,000 

673,600 

1,745,516 

6,577,46 

12,000,000 

1,500,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,660,000 


872,000 


425,609 

687,000 

10,000,000 

3,740,615 

4,725,260 

1,876,148 

23,086,600 

1,679,969 

360,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 

6,656,332 

6,000,000l 


582,400 
400,000 

24,003,866 

7,046,396 

977,463 

616,246 

10,773,823 
2,969.760 
206,000 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


2,044,636 
4,111,316 
3,579,041 
4,860,754 

633,906 
1,802,244 
3,120,391 
1,060,000 
8,716,870 

629,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1.342,693 
9,953,268 


1,791,999 
1,400,000 
3,160,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


128,000 

476,000 

1,600,000 

13,000 


713,227 

10,427,800 

2,899,166 


1,380,610 
2,696,488 
2,550,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,527,664 
6,102,936 
2,446,391 

33,859,423 

6,133.834 

633,598 

349,775 

774,496 

1,250,000 

1,832,946 

329,677 

1,043,357 

1,693,711 

4,327,49° 

1,220,325 

3,246,720 

2,379,880 

1,265,143 

750,000 

1,702,623 

17,141,987 
8,067^ 


&!2 

2  3 


i  o 


» 


264,743 
177,003 
168,114 
208,669 
23,946 
160,538 
306,806 
287,768 
828,782 


132,646 


495,397 


Leased  to 
Recently 


434,699 
803,024 
609,326 
887,219 
68,942 
268,220 
620,810 
294,183 
626,669 
188,442 
90,315 
374,897 
159,738 
244,323 
182,398 
1,526,224 
240,572 
291,417 


639,629 
329,041 
69,629 
114,410 
806,713 


Recently 

267,561 

Recently 

Recently 


BJ'S 

.5  « 


o 
a 

> 


113,620  none 

80,053  none 

100,56i^none 

6 

11,266'none 

79,669  none 

141,836  8  ' 

55,266  5 

163,076  5 

6 

61,513  8 

none 

none 

none 

266,689  none 


o 

s 


the  Vt.  C 
opened. 


114.098 

418.368 

226,639 

413,289 

26,412 

102,098 

310,876 

126,689 

214,633 

46,839 

35,214 

122,866 

21,490 

13,144 

81,807 

746,736 

110,892 

120,892 


294,269 
168.902 


ent. 

none 

none 

6 

8 

61 

7 

6 

4 

6 
'8 

6 

7 
none 
none 

8 
none 

5 

7 


6 
4 

10 

none 

none 


428,173 


opened 

116,965 
opened. 

opened. 


76,760   39,360  none 

74,2411  23,496  none 

4,318,9621,800,181  7 

1,063,659|    338,788  none 

681,445     324,494   4 

205,068      44,070  none 


480,137    195,847 
92,3531      46,072 
Recently  lopened. 


213,078 

Recently 

173,645 

Recently 

Recently 

226,162 

1,388,385 

149,941 

608,942 

260,899 

118,617 

Recently 

286,327 

3,480,626 

868,038 


96,737 
opened. 

136,017 
opened, 
opened. 

116,706 

478,413 
79,262 

316,269 

124,740 
76,890 
opened. 

106,320 
1,251,987 

641.7691 


7 

8 
none 

4 
none 
none 


none 


none 

none 

8 
10 

7 
10 

3 

6 

8 
7 
6 


83 
80 
41 
98 
24 
80 

104 
87 
49 
88 

1061 

'124 
22 

9 

8 
97* 


891 

103f 

81* 

98 

40 

55 

84 

96i 

88 

117 

67 

96* 

■  •  •  • 

161 
60 
96 
64 
95 
66 
120 


90 

•  •  •  • 

40 
54 

66" 
180 


68* 
64 
49 
28 
102* 
19 
70 


30 
38 

93* 
148 

isi' 


126 
65 
74* 
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Railway  Share  List, 

Comjriied  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


Pennsylvauia  Central ........  Penn, 

Philadelphia  and  Trenton ....  " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

•  /        Rich.,  Fred,  and  Potomac " 

South  Side " 

Vii^nia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

.  • ...  Greenville  and  Columbia " 

•    South  Carolina " 

Wilmington  and  Manchester.  " 

(Jeorgia  Central Ga. 

(Jeorgia " 

Macon  and  Western " 

Muscogee " 

•  .  ..     South  Western " 

'y    ; .  -  Alabama  and  Tennessee  River  Ala. 
:'     .  '  Memphis  and  Charleston " 

.  .'   Mobile  and  Ohio " 

••■    '■"■'  Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn, 

•  '•'.  :  Nashville  and  Chattanooga. . .  " 

.;    :.-•  Covington  and  Lexington ....  Ky. 

;;    -■  "  Frankfort  and  Lexington " 

■V         Louisville  and  Franltfort " 

Maysville  and  Lex'ington " 

•..';,,  Cleveland  and  Pittsburgh....  Ohio. 

;,.  Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie. '. . . .  " 

Cincinnati.,  Ham.  and  Dayton  " 

. ; .  i^.  Cincinnati  and  Mariettar " 

.  -  l''  Dayton  and  Western " 

''■  -".f;;^  Dayton  and  Michigan " 

;   p  Eaton  and  Hamilton i' 

•^   *  .  Greenville  and  Miami " 

;   '        Hillsboro " 

i  Little  Miami " 

-     [:  Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...  " 

i  Ohio  Central " 

r">     J.  Ohio  and  Mississippi " 

••    r  Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley .. .  " 

1      J   Columbus  and  Xenia " 

•  ^  '.;    Evansville  and  Illinois Ind. 

-■':•  -"y  Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

.,'  Indianopolis  and  Cincinnati..  " 

Lafayette  and  Indianapolis .. .  " 

Madison,  Indianapolis  &  Peru  " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi. .  .^.l  .  " 

Illinois  Central '. .  .  " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central " 

Pacific .• , Mo. 


%. 


260 

30 

47 

381 

38 

67 

66 

2 

64 

73 

22 

76 

62 

107 

I  73 

I -32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

65 

93 

33 

88 

60 

80 

126 

38 

29 

65 


,100 
'l47 
95 
136 
46 
61 
60 


401 
20 
36 
31 
37 
84 

i67 

57 


187 


44 
54 
31 


131 

83 

90 

62 

169 

i  72 


186 


92 
316 
282 
38 


•a 


9,768,156 


13,118,902 
1,660,000 


769,000 
1,372,324 

686,000 
1,000,000 
1,367,778 
1,673,684 
2,660,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,600,000 
4,000,000 
1,013,088 


586,887 


776,259 
879,868 
688,611 


836,000 
2,093,814 
1,430,160 

367,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 
'  310,660 


2,668,402 

900,000 

2,387^00 


1,750,700 


760,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


« 
a 
Em 


5,000,000 


5,677,103 


173,867 
200,000 

'  563,666 
040,000 
469,150 
707,958 
120,000 

1,134,698 


•s 


o  53 


13,600,000 


22,254,338 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,266 
416,632 
2,966,674 


So3 

i! 

■>    .       — 

2  fe  cj 

o 


u  « 


1,943,827 


Ul<8 

»5 


617,626 


o 


•a 

c 


2,033,420 
348,622 
413,673 


227,593 


600,000 
3,000,000 


418,187 

1,214 

163,000 


160,000 


400,000 


641,000 
850,000 
900,000 


1  142,200 
1,600,000 


408,200 


500,000 
550*666 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


4,000,000 


In  prog. 

7,002,396 
In  prog. 

3,465,879 


1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
684,902 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


2,659,653 
In  prog. 

925,000 
In  prog. 


122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
610,038 


1,000,717 


986,074 
934,424 
278,739 
69,590 
129,396 


173,542 


87,421 


432,682 


777,793 


821,793 


In  prog. 
3,169,733 
1,866,000 
4,110,148 

In  prog. 


In  prog, 
it 

1,310,062 
In  prog. 


Recently 


667,569 


540,618 


Recently 


Recently 
314,434 
237,606 


"         Recently 
1,869,932  Recently 


798,193 
216,237 
162,536 


72,370   7 


74,113  none 
113,2561  7 


99,077!  10 
42,786  none 


153,898 


609,711 


12 
6 


536,608|  8 
466,468;  7>^ 
149,960i  9 

21,73]!.... 

71,636  8 


76,079 


44,250 


267,278 


483,454 


200,967 


opened. 


362.133 


113,401 


opened. 


opened. 
168,612  10 


10 


12 


10 


2,400,000i 
1,353,019; 


616,414 
106,944 


opened, 
opened, 
opened. 
268,075i  10 
71.446  4 


4,600,000^ 


m 


.a 


97 


102J 
62 


77- 

70 

40 

100 


60 
98 


125 


116 

•  •  •  a 

101 


63 
80 


46 

81f 
91 


116 

66 


102i 
62 
76 


66 


111 


77i 
79 


107 


77t 


90 
76 


70 
108 


600,000! In  prog.  |  473,548t  286,162:... 


3,741,664 
3,977,663 
non 


7,276,6161,200,922    686,929 
8,618,5061,145,598    682,816 
In  progres. Recently  opened. 


17 
8 


126 

1121 

lOSi 


Railroad   ConaollilaloH. 

The  stockholders  of  the  Old  Colony  and  Fall 
River  Railroads  met  on  the4thinst.,  and  voted  to 
unite  the  two  roads,  thus  forming  a  continuous 
line  with  New  York  by  the  steamers  via  Fall  Rl- 
""-     In  the  Old  Colony  meeting  the  vole  was  un- 


ver. 


animous,  but  in  the  Fall  River  there   was  a  little 
oposition. 


Sale  of  Harlem  Bonds. 

The  great  sale  of  the  Bonds  of  this  Company 
took  place  on  the  10th  inst.  The  bids  ranged  from 
92,  33,  to  95,  27.  The  bonds  are  seci  !•  I  by  a  first 
mortgage  on  the  whole  road,  and  arc-  a  first-rate 
security.        ,  j  | .       .      .  •      ; 

Jtlaysville  and   liexliigtoii   Railroad. 

The  followhig  gentlemen  have  been  elected 
Directors  of  tlic  Maysville  and  Lexington  Railroad 
Company   for  the  ensuing  jear,  viz: 

Henry  Waller,  President.  A.M.  January,  C. 
Sbultz,  Maysville:  F.  T.  Ilord,  j.  M.  Formao, 
Mitson  County  ;  William  Nun — Bourbon  county  ; 
George  Robertson — Fayetto  county.  Gen.  For- 
man  and  J  udge  Robertson  are  rtew  member^. 

Debtor  MtlwankeeJ-'  -' 

The  debt  of  Milwaukee  is  81,216,060,  nearly  all 
of  wbich  has  been  oaused  by  Ipans  to  various  Rail- 
road Cou)x>anies  connecting  that  city  with  the  in- 
terior.      ■'•::. I        ,    V  ■''•'.;/-■■  j:--         V     ' 

1  ^ _^ ^-_ 

L.ewUton  amd  Topsham^allroa4« 

At  a  meeting  of  the  stockholders  of  this  road 
at  Topsham  on  the  1st  inst.,  the  foilowii^  board 
of  directors  was  elected,  to  wit:      /f        ;' . . 

Francis  T.  Purington,  Topsham  ;  Oliver  Mose?, 
Geo.  W.  KeDd.-ill,  S.  A.  Houghton,  atd  M'm.  M. 
Rogers,  Bath;  Henry  J,  Holland,  Webster;  Cha«. 
Farnsworth,  Lisbon. 

The  board  was  subsequently  organized  by  the 
choice  of  F.  T.  Purringlon,  president,  and  H.  W. 
Owen,  of  this  city,  clerk  and  treasurer. 

CInclunati  Hamilton  and  Dayton  Railroad.^ 

The  following  named  gentlemen  Lave  been  re- 
elected Directors  of  this  company  for  tbe  ensuing 
year : 

S.  S.  L'Hommideu,  John  C.  Wright,  A.  M.  Tav- 
lor,  George  Carisle,  Sam'l.  Fosdick,  Edwin  B. 
Reeder,  Cincinnati ;  John  Woods,  Hamilton ;  Si- 
mon Gtbhart,  Dayton  ;  Jos.  B.  Varnum,  New  York. 

>  Iiocomotlvea  for  Sai««  ■•'■'•••■■'''■ 
We  advertise,  in  our  paper  of  to-day,  two  loco- 
motive engines  for  sale.  They  are  not  considered 
suflSciently  heavy  for  the  work  for  which  they 
were  ordered  for  sale,  without  having  been  moved 
from  the  manufactory.  They  arc',  of  first  class 
workmanship,  and  will  be  sold  at  a  bargain. 

Pnbllc  Debt  of  the  U.  S. 

According  to  the  Report  of  the  Secretary  of  the 
Treasuiy,  the  purchase  and  redemption  of  the  Na- 
tional Debt  since  March  4,  1853,  has  been  as 
follows :  ^ 

Tbe  principal  of  the  debt  paid S18,873,714 

Premiums  paid  on  same 2,667,902 

Principal  of  Debt  now  standing ....      60,316,872 

Virginia  and  Tennessee  Railroad. 

This  road,  it  is  believed,  will  be  completed  to 
New  River,  one  hundred  miles  from  Lynchburgh, 
by  the  first  of  June.  In  this  distance  the  two 
great  mountain  ranges  of  the  State,  the  Alleghany 
and  Blue  Ridge,  are  crossed.  New  River  being  • 
tributary  of  the  Kanawha. 

South  Side -Railroad.      . 

It  is  expected  that  the  South  Side  Railroad  will 
be  completed  to  Iiyi)cbbai|^  in  September  next. 

\    ■■■■■  ■      '.  .i    ■    .       ■„*'   ■-.'■■■    :  ;■■  :        .....'■■ 
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Iron  Brldcea* 

The  result  of  a  failure  of  an  iron  bridge,  some 
years  since,  upon  the  Erie  Railroad,  coupled  with 
the  accidental  circumstance,  it  is  believe,  that  a  pa 
tent  owned  by  an  oflScer  of  the  company,  embraced 
a  wooden  super  structure,  has  prevented  the  adop- 
tion of  iron  bridges  upon  that  line.  The  Balti- 
more and  Ohio  and  Pennsylvania  Railroads,  howev- 
er,haveused  ironspansfora  longtime  with  undoub- 
ted safety.  Both  of  these  roads  have  been  fortunate 
in  their  possesion  of  home  talent,  competent  to  pro- 
duce the  best  examples  of  this  kind  of  engineering, 
Ilerman  Haupt,  Esq.  of  the  Pennsylvania,  and  Al- 
bert Fink  and  Wendall  BoUman,  Esqrs.,  of  the 
monuments  of  their  skill  in  this  line.  Mr.  Haupt, 
Baltimore  and  Ohio  road,shave  erected  substantial 
especially,  has  become  widely  known  for  his  sci- 
entific researches  in  the  science  of  bridge  con- 
struction. His  opinion  of  iron  bridges,  as  expres- 
sed in  his  late  report,  is  worthy  of  attention. 

"  The  bridges  on  the  mountain  division  (of  the 
Pennsylvania  Railroad)  have  been  constructed  of 
iron,  upon  plans  which  are  perfectly  reliable. — 
With  a  proper  distribution  of  material,  the  cost  of 
aa  iron  bridge  does  not  greatly  exceed  that  of  a 
wooden  structure,  and  if  properly  proportioned,  is 
more  safe  and  preferable  in  every  respect.  The 
failures  that  have  occurred  upon  other  roads  were 
the  result  of  defective  proportions,  and  of  weak- 
ness that  a  calculation  should  have  exposed.  Iron, 
where  properly  used,  is  more  safe  then  timber,  and  I 
am  decidedly  of  the  opinion  that  none  of  the  bridges 
on  the  Pennsylvania  Railrord  should  be  rebuilt 
with  wood — iron  should  be  substituted  in  every 
case  when  renewals  are  required."     '; 

Six  spans  of  double  track,   wrought  and   cast 
iron  truss  bridges  for  the  mountain  division,   and 
a  three-span  bojler-plate  bridge  for  the  same  divi- 
sion, have  been' built  during  the  past  year  at  the 
company's  workshops  at  Altoona. 

K»llro»d  •<  Runners." 

We  are  pleased  to  see  in  the  report  of  the  Penn- 
sylvania Railroad  Company,  a  decided  disavowal 
of  the  system  of  employing"  runners"  in  the  West- 
ern towns,  to  influence  passengers  over  their  route. 
This  system,  which  has  been  long  practiced  to 
the  discredit  of  several  competing  companies,  is 
one  which  no  respectable  tradesman  would  adopt 
to  procure  customers.  It  is  annoying  to  travelers 
and  expensive  to  the  companies.  It  is  also  irreg- 
ular in  principle,  and  leads  to  a  loose  system  of 
collections  and  of  accountability  on  the  part  of  the 
agents.  It  is  a  system  which  parades  all  the  de- 
fecls  of  every  road  before  the  traveling  public,  and 
in  a  manner  which  often  shakes  their  confidence, 
imnecessarily  too,  in  all  the  routes  in  the  field. 

Much  of  the  through  passenger  business,  of  sev- 
eral of  our  leading  roads  is  obtained  under  the  op- 
erations of  this  system.  We  have  been  enabled  to 
show  the  profits  (?)  of  this  class  of  patronage  to 
the  Erie  road,  and  no  doubt  could  f  stablish  a 
similar  result  in  the  case  of  other  roads  if  their 
reports  but  supplied  the  materials  for  a  compari- 
son. 

Under  this  view  we  are  more  pleased  to  learn 
that  the  Pensylvania  road  has  secured  a  large  and 
profitable  through  business,  without  any  consider- 
able resort  to  this  system.     The  report  says. 

"  The  through  business  of  our  Road  has  increas- 
ed with  asto&ishing  rapidity,  and  at  this  time  ex- 
ceeds that  of  the  New  York  and  Erie  Railroad- 


While  it  has  not  cost  us  as  much  to  obtain  it  as  we 
have  received  from  it — as  appears  from  the  state- 
ments of  that  company  to  have  been  the  result  of 
their  past  experience.  The  expediency  and  utili- 
ty of  maintaining  an  army  of  noisy  drummers 
throughout  the  West,  has  always  been  doubted  by 
this  Company,  and  practiced  only  to  alimited  extent. 
It  is  therefore  gratifyng  to  find  that  the  experience 
of  our  neighbors  has  justified  our  own  conclusions 
upon  this  subject.  Information  in  relation  to  th« 
facilities  of  the  route  can  bo  disseminated  less  ex 
pensively  and  more  efficiently  through  other 
means.  The  fact  that  our  line  has  commanded  a 
remumerative  business  with  iropedituents  at  its 
centre'  equivalent — as  regards  time — to  an  in- 
crease of  its  longth  of  nearly  200  miles,  shows 
that  it  has  not  been  unknown  to  the  traveler." 


MlaBiaslppl  and  Atlantlo  liallroad. 

This  company  having  at  last  obtained  a  charter 
from  the  State  of  Illinois,  "iilr.  Brough,  the  Presi- 
dent, has  issued  a  circular  to  the  stockholders, 
giving  a  brief  history  of  the  legislative  proceed- 
ings in  reference  to  the  above  company,  with 
statements  of  the  opposition  encountered  from 
interests  adverse  to  his  own,  and  of  the  present 
conditipn  of  the  company's  afl'airs.        -•  ;     i>s  ■*<, 

The  principal  opposition  is  represented  to  have 
come  ftgm  the  Terre-Haute  and  Alton  interest. 
In  the  ye^  1852,  a  charter  to  the  Mississippi  and 
Atlantic  Company  was  refused,  and  again  in  1863, 
both  which  results  were  openly  and  avowedly  (as 
affirmed  by  the  circular)  efiected  by  the  friends 
of  the  Terre-Haute  and  Alton,  and  the  Ohio  and 
Mississippi  companies.  In  the  spring  of  1853, 
however,  negotiations  having  been  made  for  the 
completion  of  the  Ohio  and  Mississippi  road,  op- 
position from  that  source  was,  in  consequence, 
withdrawn.  The  former  opposition  however  con- 
tinued, on  the  ground,  as  is  asserted,  that  the  faith 
of  the  State  was  pledged,  by  former  refusals  of  a 
charter  to  the  Mississippi  and  Atlantic  Company, 
as  interfering  with  the  interests  of  the  Terre-Haute 
and  Alton  road.  •  •  .  - 

The  bill  granting  the  charter  was,  however, 
passed  by  the  decisive  vote  of  53  to  18  in  the 
House,  and  15  to  8  in  the  Senate. 

The  opposition  to  the  road  still  continued.  As 
soon  as  the  charter  was  obtained,  a  legal  opinion, 
by  certain  "jurists  "  of  Illinois,  was  procured,  to 
the  effect  that  the  charter  was  invalid,  because 
the  company  was  not  so  formed  as  to  come  within 
the  provisions  of  the  Governors  proclamation 
convening  the  Legislature ;  and  a  writ  of  quo 
warranto  was  served  upon  the  Company.  The 
case  was  heard  on  the  19th  April,  before  the  high- 
est legal  tribunal  of  the  State,  judgment  entered 
of  dismissing  the  writ,  and  re-affirming  the  rights 
and  powers  of  the  company. 

The  roads  from  Cleveland  to  Terre-Haute  are 
uow  completed,  and  running  regular  trains  ;  and 
as  soon  as  this  remaining  link  is  added,  the  con- 
nection will  be  complete  to  and  from  St.  Louis. 
The  distance  from  Terre-Haute  to  St.  Louis  by 
this  road  is  set  down  as  162  miles — the  route  ez- 
ceediog  by  less  than  one  mile  an  air  line. 

A  table  of  comparative  distances  between  differ- 
ent points  with  other  roads,  is  given  in  the  circu- 
lar, which  it  may  be  interesting  to  refer  to.  The 
distimce  on  the  Hue  of  the  Wabash  Valley  road 
from  Toledo  to  Lafayette,  and  on  the  contemplated 
line  from  thence  to  Paris,  Illinois,  have  been  taken 


according  to  the  line  of  the  canal,  and  the  traveled 
roads,  confirming  them  liy  minimum  measure- 
ments on  maps. 

1.  Cleveland  to  SI  Louis,  by   Central  Route,  <w». 
bracing  our  Road. 

Cleveland  to  Gallon, 79  miles. 

Gallon  to  Union 118     " 

Union  to  Indianapolis, 84      " 

Indianapolis  to  Terre-Hauto, 72      " 

Terre-Haute  to  St.  Louis 162     "     : 

Total 515  miles.; 

1.   Cleveland  to  St.  L  mis,  via  Toledo. 

Cleveland  to  Toledo, 112  miles. 

Toledo  to  Lafayette, 214      " 

Lafayette  to  Paris, 80     " 

Paris  to  Alton, 165     " 

Alton  to  St.  Louis, 26      " 

Total, 686  miles. 

Deduct  Central  Route, 615      " 

Difference, 71  miles. 

2.  Cleveland  to  St.  L'mis,  via  Chicago. 

Cleveland  to   Toledo, 112  miles. 

Toledo  to  Chicago, 2^2     " 

Chicago  to  Joliet, 40     " 

Joliet  to  Alton, 220     " 

Alton  to  St.  Louis, 25      " 

Total,...!'....  ; 639  miles. 

Deduct  Central  Route, 615      " 

Difference, 124  miles.; 

4.  Air-Line  from  Cleveland  lo  SI.  Louis,  {as  con-' 
templaUd  though  not  commenced.) 

Cleveland  to  Paris, 342  miles. 

Paris  to  Alton, 155      " 

Alton  to  St.  Louis, 25      " 

■'''■".  -    ,  ;  •^_>_— a^ 

Total,....  ....  ..J. 522  miles. 

Deduct  Central  Route, 515      " 

Difference, 7  miles. 

5.  Cleveland  to  St.  Louis,  via  Cincinnati. 

Cleveland  to  Columbus, 134  miles. 

Columbus  to  Cincinnati, 118      " 

Cincianati  to  St.  Louis, 844     " 

Total, 596  miles. 

Deduct  Central  Route, 615      " 

Difference, " 81  miles. . 

6,  67.  Louis  to  Cincinnati. 

By  Ohio  and  Mississippi  road 314  miles. 

By  our  route  to  Indianapolis,. 234  miles. 
Indianapolis  to  Cincinnati,..  ..109      " 

343  miles. 

Difference 1  mile. 

7.  St.  Louis  to  Philadelphia. 

Our  route  to  Galion, 436  miles. 

Gallon  to  Philadelphia, 546      '• 

Total, « 982  miles. 

The  contracts  for  the  whole  lina  of  the  road, 
have  been  let ;  although  all  tho  plats  of  location 
had  not  been  filed  at  the  time  of  the  issue  of  the 
Circular ,  for  the  reason  that  some  changes  in  the 
location  were  deemed  advi.sable,  and  were  beiog 
made  at  the  time. 

Annexed  to  the  Circular,  isi  a  letter  fVom  W. 
Milnor  Roberts  Esq.,  Chief  Engineer  of  the  Belle- 
fontaine  and  Indiana,  aud  Alleghany  Valley  Rail- 
road, who  in  company  with  Mr.  Eaton,  Chief  En- 
gineer of  the  Mississippi  and  Atlantic  Road,  has 
minutely  examined  the  line  of  the  latter,  and  has 
given  his  views  of  its  business  capabilities,  &c.,  &>c. 
He  states  the  alignment  of  the  road  to  be  exceed- 
ingly favorable. 


-.■■-!' 
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The  smallest  curves  have  generally  radii  exceed- 
ing one  mile  in  length.  The  maximnm  grade, 
used  chiefly  in  passing  the  valleys  of  the  streams, 
is  39,60  feet  per  mile.  The  longest  grade  of  this 
elevation  is  not  quite  two  miles ;  and  there  are 
bat  six  others  exceeding  a  mile.  The  bridges 
usnally  require  about  from  one  to  two  hundred 
feet  of  water  way :  the  largest,  the  crossing  of  the 
Wabash  at  Terre-IIaute,  requires  about  seven 
hundred  feet,  with  a  grade  of  thirty-one  feet 
.    above  low  water. 

Good  building  stone  is  found  within  short  dis- 
tances, at  several  points  along  the  route.  Seven 
important  towns  and  villages  line  the  route,  thus 
affording  conveniences  for  such  concentrating  a 
force  of  laborers  as  may  be  needed. 

We  copy  the  following  from  Mr.  Roberts  letter. 
The  east  branch  of  the  Illinois  Ceptral  Railroad 
crosses  your  line  sixty-five  miles  west  of  Terre- 
Haute,  and  ninety-seven  from  St.  Louis,  where 
the  two  roads  are  to  be  connected,  forming  a  very 
favorable  line  between  St.  Louis  and  Chicago, 
which  can  probably  be  run  quicker  and  cheaper 
than  any  other  route  between  the  same  two  impor- 
tant points. 

The  main  line  of  the  Illinois  Central  Railroad 
crosses,  and  will  connect  with  your  line,  at  Van- 
dalia,  ninety-six  miles  from  Terre-Haute,  and  six- 
ty-six miles  from  St.  Louis,  affording  an  advanta- 
■  geous  railroad  connection  with  the  whole  of  cen- 
tral Illinois. 

The  mineral  wealth  (chiefly  coal,)  along  the 
route,  may  be  regarded  as  entirely  undeveloped  ; 
yet  there  is  sufficient  evidence  to  prove  that  coal, 
'  of  a  superior  quality,  will  hereafter  form  a  heavy 
item  of  transportation.     From  careful  geological 
exeminations,  it  is  established  that  good  coking 
coal  exists ;  so  that  coal  will  not  only  form  an  ar- 
ticle of  transportation  to  St.  Louis  and  other  mar- 
'   kets,  but  will  be  used  in  the  locomotives   of  this 
'■:  and  connecting  line.o,  and  thus  atone  for  the  scar- 
.'  city  of  timber  along  much  of  the  route,  and  in 
this  way  reduce  the  cost  of  running  the  road. 
The  distance  by  this  route  from  St.   Louis  to 
f-  New  York,  by  way   of  Cleveland,  will  be   1,116 
miles ;  which,  at  thirty  miles  per  hour,  would  re- 
quire only  thirty-seven  hours ;  from  St.  Louis  to 
Philadelphia,  982  miles,  which,  at  thirty  miles  per 
hour,  would  require  but  thirty-three  hours. 

At  Indianapolis  and  Union  your  road  will  meet 
several  distinct  lines  running  to  Philadelphia  and 
Baltimore,  through  Pittsburg  and  Wheeling,  all  of 
which  will  find  their  nearest  and  best  route  over 
your  road ;  whilst,  at  the  same  time,  by  means  of 
lines  now  in  progress  between  Indianapolis  and 
.  Cincinnati  you  will  present  a  short  and  highly  fa- 
vorable route  between  Cincinnati,  and  St.  Louis. 

In  conclusion  Mr.  trough  adds : 

The  contracts  for  the  whole  line  of  the  road 
have  been  let,  on  reasonable  terms,  to  respocsible 
and  energetic  contractors.  Under  the  provisions 
of  the  law,  we  are  required  to  locate  our  line,  and 
deposit  plats  of  such  location  with  the  clerks  of 
the  county  courts,  before  conunencing  the  work. 
On  the  west  end  of  the  line  some  changes  in  the 
location  were  deemed  advisable,  and  the  Chief 
Engineer,  with  his  corps,  has  been  engaged  on 
these  since  the  middle  of  March.  They  will  be 
completed  in  the  coarse  of  ten  days,  and  the  plats 
made  and  filed.  It  will  remain  for  as  only  to  give 
the  orders  to  the  contractors  to  proceed  vigorous- 
ly with  the  ^ork  of  construction. 

It  is  important  to  us,  in  every  parlicalar,  that 
this  work  should  not  be  delayed  a  day  beyond  the 
sternest  possible  necessity.  It  is  now  the  middle 
of  April,  and  the  very  best  season  for  doing  work. 
Daring  July  and  August,  it  will  be  difficult  to 
coipmand  a  force,  unless  it  is  collected  early  in 
the  season.  On  some  adjoining  roads  the  work  is 
closing  up,  and  the  hands  can  now  be  secured, 
which,  under  the  present  heavy  demand  for  labor, 
is  exceedingly  desirable.  Add  to  this  that  our 
stock  la  beuing  interest,  and  our  incidental  expen- 1 


ses  accumulating — and  also  that  our  eastern  con 
nections  are  all  completed,  ready  and  desirous  to 
give  us  the  full  amount  of  business  at  the  earliest 
moment  we  are  prepared  for  it ;  and  we  have  a 
presure  of  fact«  and  circumstances  all  indicating, 
in  the  most  unmistakable  manner,  not  only  the 
importance,  but  the  great  interests  of  the  stock- 
holders in  the  most  rapid  and  energetic  prosecu- 
tion of  the  work.  Under  these  circumstances — 
seeing  this  importance — and  feeilng  deeply  the 
responsiblity  of  the  interest  they  represent,  the 
Board  of  Directers  advise  tho  most  prompt  and 
active  measures.  It  is  for  the  stockholders,  who 
have  so  long  and  faithfully  cherished  this  enter- 
prise, to  sustain  the.  Board,  by  promptly  meeting 
the  instalments  of  the  stock  ;  and,  this  done,  we 
seel  warranted  in  saying  that,  within  two  years, 
this  important  line  to  the  community,  and  produc- 
tive interest  to  the  stockholders,  may  be  brought 
into  successful  operation. 

..ii.;  •■".'■"■'..'.•        Brio    Canal. 

Probable  cost  of  the  enlargement. 
In  reply  to  a  resolve  of  tho  State   Senate,  John 
P.  Clark,  Esq.,  State  Engineer  and  Surveyor,  has 
submitted  estimates,  supplying  some    ommissions 
in  the  report  of  his  predecessors,  as  follows  : 
For  completing  the  enlargement  of  the 

OswegoCanal S831,108  47 

For  deficiency  in  the  estimate  for 
completing  the  Black  River  CanaU 
and  the  improvements  of  Black 

River 125,000  00 

For  enlarging  Locks  on  the  Cham- 
plain  Canal 150,000  00 

"                the  Cayuga  and  Sene- 
ca       •' 525,00000 

For  engineering,  land  damages,  re- 
moval of  buildings  and  miscel- 
laneous expenses,  say 1,500,000  00 


•'•        '     "  S3,131.108  47 
£stimates,fper  report  of  Mr.  Mc  Al- 
pine. ...' 9,862,692  98 


Total,  with  omissions  supplied  $12,993,701  46 
Mr.  McAlpine,  (owing  to  the  uncertain  nature 
of  the  work,  and  the  imx>ossibility  of  judging 
from  tbe  surface  the  character  of  the  soil  beneath, 
is  not  confident  that  the  estimates  made  by 
him,  were  sufficiently  large  to  complete  the  work, 
and  the  present  engineer  knowing  no  good 
reason  who  the  estimate  presented  by  him,  should 
not  correspond  to  those  madeundcr  similar  cir- 
cumstances, in  other  cases,  and  "  that  few,  if  any 
public  undertakings,  have  been  fvlly  completed 
for  the  sum  provided  in  the  original  estimates,"  is 
of  opinion  that  the  "  estimate  poesented  by  him, 
amounting  to  $12,993,701  46,  will  prove  insuffici- 
ent to  complete  the  works  provided  for  in  the 
amendments  of  the  Constitution. 


Ijkka     bore  Railroad. 

The  Legislatm'c  of  Pennsylvania  have  passed  a 
bill,  conveying  the  Franklin  Canal  Railroad  to  the 
Cleveland  and  Painesvilic  Company,  on  condition 
that  the  latter  take  $500,000  in  the  capiul  stock 
of  the  Sunbury  and  Erie  Railroad.  This  condi- 
tion, though  an  onerous  burden,  is  as  favorable  a 
result,  probably,  iis  could  have  been  expected  un- 
der the  circumstances.  We  presume  that  the 
road  will  be  allowed  to  connect  with  the  eastern 
line  of  the  same  guagr.  It  is  certainly  a  matter 
for  congratulation  that  this  vexed  qusstion  is  dis- 
posed of.  Still  we  question  very  much  whether 
Pennsylvania  will  mako  money  iu  the  long  run  by 
sellivg  the  rig  fit  of  loay  over  her  borders  ;  or  whe- 
ther the  Sunbury  and  Erie  Company  would  not  be 
better  off  without  than  with  the  aid  they  have 
tbxw  secured.  >■  • ,    r 


The  yt-mr  Orleann,  Jackaon  and  Great  Sorth- 
era  Railroad. 

TIio  extract  f:om  the  proceedings  of  the  Board 
of  Directors  of  this  Company,  to  be  found  in  an- 
other place,  will  arrest  the  attention  of  our  readers 
to  an  inconsiderable  extent.  J 

The  resignation  by  Mr.  James  Robb  of  tbe  Pre- 
sidency of  the  Company  will  come  unexi>ectedly 
upon  the  community,  and  will  be  universally  re- 
gretted. From  the  beginning,  Mr.  R.  has  been  the 
steadfast  friend  of  the  Great  Northern  Road.  He 
was  the  life  and  soul  of  the  movement  that  led  to 
the  organization  of  the  Company.  In  tbe  Senate, 
on  the  streets,  before  public  meetings,  and  among 
men  of  wealth,  he  earnestly  advocated  this  great 
work  of  internal  improvement  so  essential  to  the 
future  prosperity  of  this  cily.  As  a  legislator,  he 
was  sagacious  and  far-i>ecing ;  as  a  citizen,  liberal 
and  enterprising;  and,  as  President,  eminently 
efficient,  capable  and  industrious.  The  city  owe« 
him  a  debt  it  will  be  difficut  to  repay. 

The  reasons  that  comjjelled  Mr.  Robb  to  resif  q 
the  Presidency,  again  tendered  him  by  acclaoia- 
tion,  will  be  found  entirely  satisfactory. 

We  congratulate  the  friends  of  the  road  on  the 
selection  of  his  successor.  Col.  William  S.  Camp- 
bell will  make  a  most  admirable  and  efficient  Pre- 
sident. His  great  experience  in  railroad  affairs, 
his  thorough,  practical  knowledge  in  all  things 
pertaining  thereto ;  and  his  well-known  energy 
and  zeal  in  promoting'  enterprises  calculated  to 
advance  the  interests  of  New  Orleans,  are  sure 
guaranties  that  his  administration  of  the  concerns 
of  the  Company  will  be  eminently  judicious,  ureful 
and  energetic. 

Mr.  Robb  resigns  on  account  of  tbe  pressure  of 
private  business.  The  following  complimentary 
resolutions  toward  him  were  unanimously  adopted 
by  the  directors : 

Resolved,  That  this  Board  accept,  with  sincere 
regret,  the  resignation  of  James  Robb,  Esq.,  as 
President  of  the  Company. 

Resolved,  That  the  zeal  and  ability  displayed  by 
Mr.  Robb,  iu  the  discharge  of  the  important  and 
arduous  duties  of  that  office,  from  the  organiza- 
tion of  the  Company  to  the  present  time,  are  duly 
recognized  and  appreciat«d  ;  and  that  the  thanks 
of  the  Board  be  and  are  hereby  tendered  to  him 
as  a  mark  of  their  deep  seuso  of  the  obligations 
under  which  he  has  placed  the  Company,  by  the 
extraordinary  service:)  he  has  rendered,  and  the 
great  sacrifices  he  has  made  in  its  behalf. 

Nnmber  of  Persona  Entployed  on  Rallvrays 
In  Great  Britain. 

A  return  extending  to  39  folio  pages  has  jost 
been  printed  showing  the  number  and  description 
of  persons  employed  on  the  railways  in  the  United 
Kingdom.  It  appears  that  the  total  number  of 
persons  on  all  railways  employed  (open  and  not 
open)  at  the  end  of  June,  1852,  was  103,536,  and 
at  the  tnd  of  the  same  month  last  year  118,173. 
The  length  of  line  opened  atthecndof  June,  1862, 
was  7,075  miles  and  52i  chains,  and  at  the  end  of 
June  last  7,511  miles  and  75^  chains.  The  total 
length  of  line  authorized  at  the  end  of  June  last 
was  11,884  miles  and  46  chains.  At  the  end  of 
Jane  last  there  were  260  secretaries  and  managers, 
47  treasurers.  324  engineers,  625  superintendents, 
247  storekeepers,  211  accountants  and  cashiers,  !,• 
003  inspectors  aud  time  keepers,  1,897  station 
masters,  231  draughtsmen,  6,431  clerks,  1706  fire- 
men, 2,821  engine  drivers,  2,869  assistant  engine 
drivers  and  firemen,  2,641  guards'and  breaksmen, 
2,223  switchmen,  2,278  gate  keepers,  1,766  police- 
men and  watchmen,  12  297  porters  and  messen- 
gers, 6,033  {date  layers,  20,171  artificers,  49,869 
laborers,  and  2,309  miscellaneous  employments. 
In  England  aud  Wales  the  number  of  persons  em- 
ployed at  the  end  of  June  last  was  91,150;  in 
Scotland  12,093,  and  Ireland  14,930.  In  Eugland 
and  Wales  6,747  miles  and  16i  chains  were  open, 
and  there  was  authorised  8,716  miles  and  .8| 
chains.  In  Scotland  977  miles  and  69  chams  were 
open  in  Jun#|  and  1,640  miles  authorised ;  and  in 
Ireland  786  miles  aud  71  chains  were  opened, 
1,628  miles  and  ICJ  chains  were  autho/ised. 


^  •■  T'c^  ■-"■-  v.-  •  '.r;^  :,.■■*  ■^■r  y.t  ■      "•*■.-..',    v.- 
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Oaytou    and  Mlctotgmtk  Railroad. 

Th«  second  Annual  Report  of  the  above  Com- 
pany presents  the  following  exhibit  of  the  condition 
of  the  company's  affairs. 

At  the  time  of  the  first  Report,  means  for  the 
construction  of  the  road,  and  the  iron,  had  yet  to 
be  raised  ;  and  no  accurate  survey  nor  effort  to 
raise  stock  had  been  made,  north  of  Sidney.  The 
road  was  then  in  its  infancy.  Since  that  period, 
says  the  Report — 

Though  disappointed  in  the  receipt  of  our  iron, 
part  of  which  arrived  at  Toledo  too  late  for  ship- 
ment before  the  close  of  navigation  in  1852,  and 
therefore  had  to  await  the  completion  of  the  T., 
N.  and  C.  R.  R.  before  iteould  be  forwarded;  and 
though  farther  delayed  several  weeks  by  reason 
of  damage  done  by  the  December  flood  to  the  pier 
of  our  bridge  over  the  Miami  River,  we  completed 
the  twenty  miles  under  contract  by  the  first  of 
May,  1853,  within  a  period  shorter  than  that 
usually  occupied  in  the  construction  of  an  equal 
amount  of  railroad. 

The  receipts  of  this  twenty  miles  have  averaged 
about  S2,600  per  month  ;  nearly  all  from  travel 
alone,  as  the  regular  freight  business  has  not  yet 
commenced. 

The  mortgage  bonds  of  the  Company  have  been 
•old  at  rates  to  compare  favorably  with  other 
roads,  through  their  agents,  Messrs.  Winslow, 
Lanier  &  Co.,  of  New  York,  and  from  these  pro- 
ceeds the  iron  has  been  paid  for. 

Upon  the  opening  of  the  road,  it  was  operated 
by  the  Cincinnati,  Hamilton,  and  the  Dayton  Rail- 
road, by  which  arrangement  the  purchase  of  equip- 
ments was  at  first  dispensed  with.  At  the  present 
time  the  Company  is  operating  with  its  or  n  ma- 
chinery. 

The  capital  stock  subscribed,  is  $1,500,450 — a 
sum  sufficient  to  construct  the  road,  and  furnish  a 
large  amount  of  rolling  machinery. 

Of  these  subscriptions  there  are  in  convertible 
seven  per  cent,  County,  City,  Town  and  Township 
Bonds,  $323,000  00.  In  cash  ahd  real  estate 
which  has  already  been  made  available  as  cash, 
8880,000.     In  Real  Estate,  $297,450  00. 

The  County,  City,  Town  and  Township  Bonds 
have  all  been  negotiated — those  of  Miami  County 
at  par,  and  the  residue  at  a  little  less. 

Since  the  first  exhit)it,  a  contract  has  been  en- 
tered into  with  Messrs.  Doolittle  and  Shoemaker 
to  build  and  equip  the  Road  entirely,  and  to  de- 
liver it  ready  for  immediate  use,  from  Troy  to 
Toledo,  on  or  before  the  1st  of  June,  1856. 

This  contract  embraced  the  7\rlU  Creek  route, 
1  eaying  Sidney  to  the  east  some  four  miles.  Sidney 
'^6eing  named  for  a  point  in  the  line  in  the  charter, 
an  injunction  was  granted  against  this  departure. 
During  the  pending  of  the  injunction,  the  citizens 
of  Sidney  increased  their  subscriptions  to  the  stock 
of  the  Company  to  $189,000,  and  J.  W.  Carey,  of 
Sidney,  proposed  to  build  14  miles  from  Piqua 
north,  through  Sidney, for  the  above  amount,  and 
take  the  subscriptions  in  payment.  This  propo- 
sition was  accepted,  and  the  road  to  Sidney  is  to 
bo  completed  by  the  10th  of  July  next,  and  the 
balance  by  the  time  the  contract  of  Messrs. 
Doolittle  and  Shoemaker  is  performed.  The 
south  end  of  the  Road  to  Piqua  is  completed, 
ironed  and  ballasted.  Fifty  miles  from  Toledo 
south  are  nearly  ready  for  the  iron,  and  the  work 
is  going  on.  The  right  of  way  is  secured  over  nine- 
tenths  of  the  distance ;  and  although  there  is  some 
difl3cnlty  with  the  balance,  it  is  hoped  it  will  be, 
soon  overcome. 

To  purchase  itqti  for  supentmcture,  &c.,  the 


Company  first  issued  bonds  secured  by  a  mort- 
gage on  said  road  to  the  amount  of  $1,000,000, 
payable  in  New  York  in  fifteen  years  ;  but  subse- 
quently found  this  sum  isadequate,  in  consequence 
of  the  advanced  pric3  in  iron,  &c.,  to  meet  the 
wants  of  the  Company,  they  have  therefore  can- 
celled $700,000,  and  made  a  new  mortgage  upon 
the  extra  line  of  the  road,  depot  grounds,  fran- 
chises, and  personal  property  of  the  Company  for 
$1,500,000,  and  have  issued  their  bonds  of  $1000 
each,  payable  in  twenty  years,  with  ff  ven  per 
cent  interest,  payable  semi-annually,  principal  and 
interest  payable  in  New-York,  an'l  convertible 
into  the  stock  of  the  Company  at  any  time  in  ten 
years,  at  par. 

An  arrangement  has  been  entorud  into  between 
the  D.  &  M.  and  the  C.  H.  &  D.  R.  R.  roads,  by 
which  an  entire  line  of  uniform  guage  is  effected 
between  Cincinnati  and  Toledo,  a  distance  of  198 
miles  ;  and  the  latter  Company  guarantees  to  the 
former,  for  twenty  years,  the  exclusive  business  of 
their  Road  between  Cincinnati  and  Toledo,  and  to 
discriminate  in  their  favor  agAiast  competing  roads. 
The  Road  is  the  shortest  railroad  line  between  the 
Lakes,  with  lower  gradients  by  nearly  one-half, 
and  less  curvatures  by  more  than  one-half,  than 
any  other  road  between  Cincinnati  and  the  Lakes. 
A  company  b<is  also  been  organized  under  an 
old  charter  in  Michigan,  to  continue  the  D.  &  M. 
Road  with  the  same  guage,  from  Toledo,  or  the 
State  line,  to  Detroit;  makinik,  a  distance  of  256 
miles  from  Cincinnati  to  Detroit. 

The  Fort  Wayne  and  Chicago  Railroad,  now 
well  advanced  towards  completion,  will,  with  the 
G.  and  I.  R.  R.,  now  nearly  finished,  with  the 
same  guage  as  the  D.  and  M.  road,  form  a  chain 
of  uniform  guage  from  Cincinnati  to  Chicago,  by 
way  of  Lima  and  Fort  Wayne.  The  Fremont  and 
Indiana  Company  have  also  under  contract,  to  be 
completed  within  eighteen  months,  their  road  from 
LimatoFremont,  and  eventually  to  be  extended 
to  Sandusky  City. 

So  there  is  formed  over  the  Dayton  and  Michi- 
gan road,  from  Dayton  to  Sidney — a  direct  and 
continuous  line  of  railroads,  of  uniform  guage, 
from  Cincinnati,  by  the  way  of  Sidney  and  Gal- 
lion,  to  Cleveland,  not  longer,  but  with  less  curva- 
tures and  lower  grades  than  that  of  the  C.  C.  &  C. 
R.  R. 

The  distance  from  Cincinnati  to  Clevelaud  by 
this  line  is  259  miles,  as  against  255  miles  between 
the  same  points  v"a  the  Columbus  route.  The 
difference  in  length  is  more  than  made  up  by  the 
low  grades  on  this  line. 

By  means  of  the  same  road  with  the  0.  &  P 
R.  R.,  there  is  formed  over  the  same  portion  of 
our  road  another  continuous  line  from  Cincinnati, 
bythewayof  Sidney  and  Pittsburgh,  to  Phila- 
delphia, without  crossing  the  Okio  River,  capable 
of  being  run  in  as  short  a  time  as  any  other  line 
between  those  points. 

Over  the  northern  portion  of  this  road,  from 
Sidney  to  Toledo,  there  is  formed  another  line,  by 
means  of  the  B.  &  I.  R.  R.,  from  Indianapolis, 
through  Canada,  to  New  York  and  Boston. 

The  Dayton  and  Michigan  road  from  Dayton  to 
Toledo,  connects  with,  or  is  intersected  by  no  less 
than  twenty  railroads ;  the  combmed  aid  of  which 
it  would  seem,  cannot  fail  to  make  this  a  heavy 
business  road. 

Id  the  report  of  Mr.  T.  S.  Huntington,  Engineer, 


the  gratles  with  their  distances,  between   Dayton 
and  Toledo  are  as  follows  : 

The  maximum  grade  on  the  above  line  is  gen- 
erally twenty-one  feet  per  mile,  but  it  has  been 
found  necessary  at  a  few  points  to  increase  it  to 
twenty-six  feet  per  mile. 

TABLE  OK  GRADES.   -  "'    '.::'V:. 

Between  level  and  5  feet  per  mile, 84  miles. 

"       5  feet  and  15  feet  per  mile, 23      " 

"      15  feet  and  31  feet  per  mile 25      "  , 

"     21  feet  and  26  feet  per  mile, ....     8     "  ' 

AVhoIe  distance, ,..  .  140  miles. 

Sum  of  ascents  going  north, 675  feet. 

Sum  of  ascents  going  south 725      " 

The  entire  length  of  curved  line  from  Dayton 
to  Toledo  is  nine  miles.  The  total  amount  of  cur- 
vature is  650  degrees.  About  one-half  of  the 
curved  line  has  a  radius  of  5,730  feet,  and  the  re- 
mainder not  less  than  2,865  feet,  which  is  the  min- 
imum radius  employed.  The  carves  occur  mostly 
in  the  immediate  vicinity  of  towns. 

It  will  be  seen  by  reference  to  the  following  ta- 
ble, showing  the  respective  proportions  of  curved 
and  straight  lines  on  most  of  the  prominent  Ohio 
roads,  how  this  line  will  compare  with  others  in 
this  important  feature. 

NA.ME  or  ROADS.  PROPORTION  OF  CURVED  LINE 

TO  WHOLE  DISTANCE. 

Cleveland  &  Columbus 1  to  10 

Cleveland  &  Pittsburg, Ito    4 

Mad  River  &  Lake  Erie, 1  to    8 

Little  Miami, 1  to    3 

Cincinnati,  Hamilton  &  Dayton 1  to    4 

Dayton  &  Western 1  to  10 

Cincin.,    Hillsborough   and   Parkers-  ►- 

burgh 1  to    5 

Bellefontaine  &  Indiana, 1  to  12^^' 

Dayton  &  Cincinnati,  (short  line).. .   Ito    3)^     ; 
Dayton  &  Michigan 1  to  16 

This  road,  then,  as  it  appears  from  the  above 
comparison,  is  superior  to  all  others  in  tha  list,  in 
point  of  alignment. 

The  road  stands  equally  favorable  as  to  grades, 
the  maximum  grade  upon  nearly  all  the  long  roads 
in  the  State  being  about  double  that  adopted  on 
this.  The  D.  and  M.  road,  in  connection  with  the 
Cincinnati,  Hamilton  and  Dayton  railroad,  will  oc- 
cupy some  of  the  finest  country  in  the  State  of 
Ohio.  The  northern  portion,  perhaps,  is  yet  much 
of  it  thinly  settled  and  undeveloped  ;  but  the  effect 
of  this  road  will  be  to  open  a  channel  through  its 
forests  and  prairies,  and  draw  out  its  vast  resources. 
The  lino  is  located  through  all  the  county  seata 
of  the  counties  traversed  by  the  road,  with  one 
exception,  Putnam  county. 

The  probable  cost  of  the  road,  and  the  means 
provided  for  the  same,  are  stated  to  be  as  follows : 

Grading,  masonry  and  bridging  for  120  miles,  and 
ballasting  60  miles  at  contract  price,    $850,265 

Ballasting  the  remaining  60  miles 90,000 

Superstructure,  including  iron  and  side 
track, 1,105,000 

Equipments 309,000 


Right  of  way  and  land  damages,. 


I 


To  which  we  add  the  cost  of  the  road 
now  built  from  Dayton  to  Troy,.... 

Locomotives  and  cars  now  on  the  road. 

Right  of  wav  from  Dayton  to  Troy; .... 

Depot  and  dejiot  grounds,  water  stations 
and  engine  houses  for  the  whole  line, 

Contingencies,  including  engineering, 
oflScers'  salaries  and  incidental  ex- 
penses,   


60,000 

2,405,266 

396,635 

60,000 

8,500 

75,000 


76,000 


$3,020,400 


WATS    AND   MEANS. 

CapiUl  stock  paid  in $922,703  50 

Capital  stock  not  paid  but 
considered  good, 677,746  60 


W^ 


»'   .  --IT', 
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Proceeds,  $304,000  Bonds 
sold,  and  Sl,200,000  con-  -  -  c;; 
tracted  for  iron  and  ma- 
chinery,  1,288,000  00 

Bonds  not  sold, 296,000  00 


-S3,084,450 

The  line  of  the  above  road  is  identical  with  that 
of  the  Miami  Canal,  which  is  now  the  chief  me- 
dium of  communication  between  Cincinnati  and 
the  Lakes,  and  the  Eastern  States.  It  occupies, 
therefore,  one  of  the  great  business  routes  in  Uhio 
For  one-third  of  tho  year,  it  will  be  the  only 
channel  of  communication  for  this  business,  and 
'•  for  the  remainder  it  will  take  the  passenger  traffic 
■:  and  tho  more  profitable  freight,  which  of  them- 
selves will  supply  a  lucrative  business.  Experi- 
ence has  fully  shown  that  a  canal  and  railroad 
over  the  same  route  mutually  aid  each  other, 
instead  of  leading  to  an  injurious  rivalry. 

The  above  road  traverses  one  of  the  best  por- 
.!  tions  of  Ohio.  The  connections  it  will  make  are 
,U  exceedingly  important,  and  the  project  deserves 
■'':  to  rank  among  the  first-class  roads  of  Ohio. 

Ifasbville      and      Nortb- western      Railroad 
Teun. 

The  following  is  a  list  of  the  Board  of  Directors  ol 

this  company : 

John  A.  Gardner,  President;  H.  L.  Claiborne, 

-Secretary  and   Tresurer.     Directors:  Jos.  H.  Mc- 

Ewln,  Michael  Bmrns,  John  B.  Johnston,   R.   C. 

McNairy,  W-  F.  Cooper,   Davison  county,  Jas.  L. 

Bell,   Dickson  county ;    Thos.  Wyly,  Humphreys* 

county;  Wm.  Fitzgearld,  John  W.  Blanton,  Henry 

;  county ;  Jepiha  Xerrel,    Vf .  W.  Gleeson,  Weakley 

county  ;  Geo.  H.  Carey,  Wm.  Wyatt,  Wm.  B.  Isler, 

Obion  county. 

The  line  of  this  road  commences  at  Madrid 
Bend,  ol  the  Ohio,  in  Obion  county,  passing  east- 
wardly,  and  crossing  the  Mobile  and  Ohio  road, 
in  the  same  county,  thence,  via  Dresden  and  Rey- 
''  Doldsburg  to  Nasville.  The  company  has  the  ad- 
vantage of  "state-aid"  in  conjuction  with  other 
roads.  The  lin«  will  shortly  be  under  contract,  a 
•  |K)rtion  of  it  in  July. 

Maysvllle  and  Lexington  Railreada 

The  work  upon  this  important  road  has  been 
suspended  in  consequence  of  the  inability  of  the 
company  to  secure  means  for  its  prosecution.  The 
president  and  directors  have  been  requested  to 
visit  the  cities  of  Louisvillle  and  Lexington,  and 
confer  with  the  councils  of  those  cities,  and  the 
boards  of  directors  of  the  Louisville  and  Lexing- 
ton, and  Lexington  and  Frankfort  Railroad  Com- 
panies, and  urge  upon  them  the  importance  of  an 
endorsement  of  the  bonds  of  the  company  to  an 
amount  not  exceeding  four  hundred  aad  fifty 
thousand  dollars.  ,    f  >.• 


Ohio  Central  Railroad. 

The  portion  of  this  road  between  Jamesville  and 
Cambridge  has  been  opened  for  business. 

According  to  the  late  report  of  the  company, 
the  whole  expenditure  for  the  entire  completion 
of  the  road,  provision  of  machinery,  rolling  stock, 
and  contingencies  is  estimated  at  $4,661,557  ;  and 
its  resources  consist  of  capital  stock  $1,808,347  ; 
mortgage  and  income  bonds,  and  surplus  real  es- 
tate $2,600,000, — add  balance  to  represent  floa- 
ting debt,  $353,210,  and  we  have  the  total  of  $4,- 
661,657.  This  apparent  balance  may  be  increased 
by  the  accruement  of  interest  and  the  discount 
upon  unsold  bonds  to  nearly  $600,000. 

Cleveland  and  St.  IjOuIb  Uatlaoad. 

The  Cleveland  Leader  says  that  this  road  has 
been  put  under  contract  (in  Ohio)  to  Messrs.  A. 
De  Graff,  E.  C.  Frost  &  Co.,  of  Dayton,  at  $24,000 
per  mile,  including  a  large  equipment.  $10,000 
worth  of  station  buildings,  and  all  tba  masonry  to 
be  constructed  for  a  double  track.  They  are  to 
take  65  per  cent,  in  the  stcok  and  bonds  of  the 
company. 


Alexandria,  lioudoan  and  .Hampshire  Rail- 
road. 

The  stockholders  of  this  company,  :it  the  meet- 
ing held  at  Alexandria  on  the  12th  ult.  decided  to 
adopt  the  Keyes'  Gap  route  and  to  locate  the  road 
Immediately  as  far  aa  the  Shenandoah  river.  The 
line  adopted  will  puss  by  Sunbury,  through 
Clarke's  Gap  in  the  Catoclin  Mountain,  Hillsbo- 
rough Gap  in  Short  Hill  and  thence  up  the  eastern 
slope  of  the  Blue  Ridge  to  its  summit  at  Keyes' 
Gap ;  it  descends  thb  western  slope  in  an  oblique 
direction  to  the  south,  and  reaches  the  Shenan- 
doah river  at  the  mouth  of  Long  Marsh  Run ;  cros- 
sing it  ascends  the  valley  of  the  Highlands  imme- 
diately North-west  of  the  town  of  Berry  ville,  de- 
scends the  valley  of  Dry  Marsh  Run  to  Obepuon 
Creek,  crosses  the  latter  and  descends  the  valley 
of  Red  Bed  Run  to  the  neighborhood  of  Winches- 
ter, leaves  Winchester  one  mile  to  the  south, 
thenc  &c.,  to  Piedmont,  on  the  Baltimore  and 
Ohio  Railroad.  The  distance  from  Alexandria  to 
Piedmont  by  this  route  is  176  miles — maximum 
grade  from  Piedmont  52  8-10  feet  per  mile,  i« 
Piedmont  79  2-10  feet  per  mile  ;  maximum  radius 
of  curvatilre  1,000  feet;  cost  of  construction  esti- 
mated at  $8,182,100  or  an  average  cost  per  mile 
of  $46,800.  The  estimate  is  for  a  road  with  grad- 
ing, tunnelling,  culvert  masonry  and  bridge  mas- 
onry for  a  double  track,  and  railway  for  a  single 
track,  with  water  houses  and  depot  buildings  foi 
a  trade  of  1,000,000  tons.  The  estimated  cost  of 
he  Snicker'b  Gap  route  is  $8,360,300.  Differen- 
e  in  favor  of  the  route  adopted  $178,200  on  first 
ost  and  two  years  in  time  necessary  to  construct. 

saudusky  Slanafleld    and  New    Tork  Rail- 
road. 

Mr.  D.  N.  Barney,  trustee,  gives  notice  that"  the 

railroad    corporations   hereiotbre   known    by    the 

names  of  the   Mansfield  and  Sandusky  City  Rail 

road  Company  and  the   Columbus  and   Lake  Erie 

Railroad  Company    having,  in   pursuance  of  the 

laws  of  the  State  of  Ohio,  become  one  consolidated 

corporation,  under  the  name  of  the   Sandusky, 

Mansfield   and  Newark  Railroad   Company,    the 

bonds  of  either  companies  may  be  exchanged  roi 

a  corresponding  amount  of  the  bonds  of  the  con 

solidated  Company,  secured  by  a  mortgage  of  the 

property  and  franchises  of  the  whole  consolidated 

road,  at  No.  82  Broadway. 


Soatb  Side  Railroad. 

The  Farmville  Journal  understands  the  laying 
of  the  track  on  the  S.  8.  Railroad  will  be  comple- 
ted to  Davis',  about  ten  miles  this  side  of  Farm- 
ville, next  week,  when  the  cars  will  run  to  that 
point.  Tlie  remaining  unfinished  portion  of  the 
Toad,  41  or  42  miles,  will  be  in  readiness  for  the 
cars,  it  is  supposed,  by  the  last  of  September. 

Ltocomotive  ICng^ines. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4ft.  S)i  in.  gauge, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
in  Massachusetts,  add  ready  for  immediate  deliver}-.  These  en- 
gines are  admiraoly  adapted  for  last  travel  with  light  passenger 
trains  ;  wclglit,  13  tons,  with  4  fC  drivers,  with  leading  and  trail 
wheels  ;  cylinders  l'^>ji  in.  by  20,  with  a  separate  cut-otT  valve. 
Can  be  examined  at  Uie  works  of  the  manufacturer.  Apply  to 
H.  V.  POOK,  Editor  Railroad  Journal,  9  Spruce  sL,  N.Y.     19tf 


MR.  WILLIAM  NAISH,  of  Newport,  Mammouthabire  In- 
specter  of  rails,  begs  most  reepectiftiUy  to  acquaint  impor- 
ters of  rails,  engineers  ond  oUiers  coooected  with  the  railroads 
of  America,  that  he  stills  coatinues  to  execute  orders  of  inspec- 
tion, throughout  the  various  districts  of  South  Wales  and  adja- 
cent Iron  works,  and  confidently  refers  to  the  satisfaction  which 
his  supervision  has  given  during  the  last  ten  year  to  exporters  of 
rails,  bikI  others  below  named  ;  as  a  proof  of  Uis  fidelity,  careful- 
ness and  promptitude  of  his  inspections.  -  -'  t- 

BAKING  BRO.  &.  CO.,  Loudon. 

PALMER,  McKILLOP,  DENT  &  CO.,  London.    , 

LEWIS  HOPE,  Esg., 

COLLMAN  &  STOHLTKRFOHT.  "        ' 

UON.  JAS.  WADSWOTH,  BulfiUo  New  York. 

JAMES  SPENCE,  Esq.,  Liverpool. 

NAYLOR,  VICKERS  &  CO.  "  •  19  tf 


For  Sale. 


I 


BY  the  Baltimore  and  Ohio  Railroad  Company,  it  grate' cars, 
adapteil  to  Railroad  purposes,  which  will  l>e  soW  at  a  reas- 
onable price.    For  tUrther  inlbrraatiaii,  apply  to 

SAMNAL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 
Or  BRIDQES  Sc  BRO., 
10  tf  AS  Fultoa  St.,  New  York, 


To  ClTil  Kngineers  and  Sur- 
veyors. 

TRANSITS,  Level  and  SurreyorsCompasses Manufactured  ou 
-^   the  most  improved  principle  Uni  of  tlie  Beet  Quality 


lylO* 


:tj 


by  THOMAS  HUNT, 
No.  53  Fulton  Street, 
Arte  York. 


Railroad  Iron. 

OrVV^  TONS  Railroad  Iron,  weighing  about  69 

vWVAy  lbs.  per  vard,  "  Erie  "  pattern  of  G  L  and 

Crawsnay  '  manuia".iure,  now  on  the  way  from  the 

■hipping  ports  in  Great  Britain  to  this  port,  for  sale  by 

P.  CiIOUTEAU,  Jr.,  SAN  FORD  A  CO- 


De(Mniber4.  1(%2. 


INo.  61  New  Mreet. 


To  Kailroad    Companies  and 
Contractors. 

SECOND  hand  engines  for  sale  in  good  running 
order  and  condition. 
2  engines,  10  in.x20in.  cylinder,  4  drivers  64  inch 

diameter,  about  16  tons  weight. 
2  engines,  10  in.XlS  in.  cylinder,  2  drivers  64  inch 
diameter,  weight  about  14  tons. 
For  terms,  &c.  apply  to 

CLARK  &.  JESUP,    ' 
1  General  Railroad  Agents, 

4tl6  38  Exchange  Place. 

Brass  Tubes  for    Loeomotive 
and  Marine  Boilers. 

THE  undersigned  having  been  appointed  Agent  for  the  highoi 
*  respettable  manullicturers  Messrs.  Allen,  Everitt  4c  Son  or 
Birmingham,  is  prepared  to  Uke  orders,  at  tiled  prices,  tly- 
Brass  Tubes  of  ail  diametera,  for  Engines  —For  ftmher  particu 
lars  aad  lospectioo  of  pattenu,  please  apply  to 

JOHN  H.  HICKS, 
March  186i.  90  B«aver  str. 

C.  Floyd- Jones.,        -  7 

Diviaion  Engineer  3d  and  12th  Division!^ '       " 

jli-LIKOISCEKTRAi,  RAILBOAO.         * 

■       I  Vandalia,IIL 

IVIDEND  NOTICE.— Tho  SEMI-ANWUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  thai  date  at 
the  office  of  the  undersigned  on  presentation  of  the 
proper  coupons,  viz : 

The  Bonds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Raih-oad 
Company  7  per  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,^ 
issued  to  the  Cleveland,  Painesville  and  Ashtabula 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  Pittsburg,  (Penn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  first  Monday  of  May  next,)  6  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com-     * 
pany  First  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort-    . 
gage  Bonds,  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  29,  1864. 

WINSLOW,  LANIER  &  Co.,  No.  52  Wall-st. 

Boiler  and  Tank  UiTets, 
Nuts  and  Washers; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by  -     , 
BRIDGES  «c  BROTHER, 
gJCourtland  at,  N.  T.    " 


Notice  to  Bridgre  Builders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  OflBce,  Huntingdon  Pa.  ftr 
the  superstructure  of  Bridges  on  Trestle  Works, 
of  the  Huntingdon  and  Broad  Top  Railroad. — 
Plans  and  specifications  will  be  exibited  at  the  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN  C.  Engineer. 
'  Huntingdon  May  6  1864,  4t 
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RAIL  ROAD  GAR  FINDINaS, 

BRIDOES  &.  BROTHBR, 

64  Coartlandt  Street,  H.  Y. 

WHEELS  A^D  AXLES, 

JAWS,  BOXES,  AHD  CASTDTOS  TIRED. 

WROUGHT  NUTS,  BOLTS  AND  WASHERS, 

EJIGIIE  A^  cm  SCREW  BOLTS,  aU  SIZES, 
COACH  LAG  AND  TELEGRAPH  SCREWS, 
LOGOnOTIVE  ENQINE  LANTERNS, 

Ywm  the  BEST  Kanoliuturen  and  at  their  Prieea. 

CAR,  HAND  and  SIGNAL  LANTERNS. 

OOTTON  DUOR,  FOR  OAR  OOVERINOt 

of  any  required  width  to  124  inehefa 

E^AIflELED  IIEA]>  LIlfllfGS, 

The  beat  article  made  in  thii  eoontry. 

J>£I75Jr,  atui  CVRI.ED  tK^IU, 

HAND  CARS  AND  BAGGAGE  BARROWS. 

PASSENGER,  FREIGHT-CAR,  AND  SWITCH 
LOCKS,  DOOR  KNOBS  AND  BUTTS. 

BRASS  and  IROiy  WOOD  SCREWS. 

BRASS  AND  SILVER  PLATED  TRIMIIIQI 

For  Windows  and  Seats. 

'  Tiuisn,  coAcn  japan,  ahd  smsk 

Paints,  Tarnish  and  Glaa  Brasbesi 
SILVER  PLATED  AND  WHITE  METAL  LETTEU. 

mjrai^s:  and  sia.r^i.  belmjs. 

ANTI-FRICTION,  OR  BABBITT  METAL. 
PORTABLE  FORGES  A  JACK  SCREWS. 

HEMP  PACXIN8,  AMERICAN,  RUSSIA  AND  ITALIAN. 
OOHBTTCTOB'S  BADGES  AND  BAGGAGE  CHZOES. 

Iron  Bronzed  and  Brass  Hat  Hooks. 
VENTILATORS  AND  WHITE  METAL  RINGS, 

lod  all  other  Articles  pertaining  to  Can. 
ALBERT  BRIDCES,}^:^,^<?r.?rJiJU^1S2;!'"""'^"'°" 
*LFRED  BRIDGES.  | Mjf^^*""'""^'  ^"^*  * ^ •  ''''•^'»^' 


To  Contractors. 

The  Virginia  Central  Railroad  Co.  proposes  to 
contract  for  taking  up  about  3G  rails  of  super- 
structure DOW  laid  wilh  the  strap  rail,  and  relay- 
ing with  a  heavy  rail,  the  contractor  furnishing  ev- 
ery thing  except  the  ties  which  will  be  distribu- 
ted by  the  company. 

Sealed  propospals  will  be  received  at  the  office 
of  the  company  in  Richmond,  until  the  24th  day 
of  May  next,  at  9  o'clock. 

The  Rail  to  be  used  must  weigh  from  65  to  60 
lbs.  to  the  yard.  Payments  to  be  50  per  cent, 
cash,  and  50  per  cent,  in  the  Bonds  of  the  com- 
pany running  30  years,  and  secured  by  a  mort- 
fage  on  the  whole  property  of  the  company. 

Specificaiions  may  be  obtained  at  the  Engineer's 
office  at  Richmond,  after  the  10th  day  of  May. 
t  \-:;\     'V     -  :       CHARLES  ELLET,  Jr. 

Chief  Engineer. 

April  iGth  1864.  3t.l8 


Uaili'oad.  Companies    and 
:  Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT, 
•  ..-  European,  American  Employment  Office, 

'  287  Broadway,  corner  Reade-st. 

Sm'^10    Under  the  Irving  House,  New  York. 


fi,700,oau 

LOAN  OF  THE  MORTGAGE  BONDS  OF  THE! 

NEW  YORK  AND  HARLEM  RAILROAD 

COMPANY. 

This  Company  will  receive  proposals  for  one 
million  seven  hundred  thousand  dollars  of  their 
First  Mortgage  Bonds,  issued  in  sums  of  one 
thousand  dollars  each,  payable  at  the  office  of  the 
Company,  in  the  City  of  New  York,  on  the  first 
day  of  May,  1873,  with  coupons  attached  for  the 
payment  of  interest  at  the  same  place  semi-annual- 
ly, on  the  1st  of  May  and  l.st  of  November,  at  the 
rate  of  seven  per  cent,  per  annum. 

These  Bonds  are  secured  by  a  First  and  only 
Mortg.ige,  to  Thomas  W.  Ludlow  and  R.  M.  Blatch- 
ford,  Trustees,  on  the  road  and  iUs  appurtenances, 
made  under  special  authority  of  an  Act  9f  the 
Legislature  and  vote  of  the  Stockholders. 

The  whole  amount  of  Bonds  which  can  be  is- 
sued under  the  Mortgage  is  $3,000,000,  and  will 
be  the  first  and  only  lien  upon  the  road,  and  will 
constitute  the  sole  debt  of  the  Company.  The 
Company  reserve  $1,300,000  of  this  Mortgage  for 
the  exchange  of  all  the  outstanding  plain  Bonds 
of  the  Company  now  in  existence,  and  propose  to 
dispose  of  the  residue.  One  Million  Seven  Hundred 
Thousand  Dollars,  for  the  purpose  of  discharging 
all  their  floating  dept,  and  of  payment  of  the  ex- 
penditure necessary  for  the  full  completion  of  the 
improvements  now  in  progress  upon  the  road. 

The  capital  of  the  company  paid  in  is  $1,600,000 
of  Preferred  Stock  and  $3,600,000  of  Common 
Stock,  upon  which  regular  dividends  liavo  been 
earned  and  paid  for  the  last  five  years  of  Eight  (8) 
per  cent,  per  annum  on  the  former  and  Four  (4 
per  cent.)  on  the  latter. 

The  receipts  of  1853  amounted  to  961,467,  be- 
ing an  increase  of  twenty-six  (26)  per  cent  over 
1852,  and  there  is  no  doubt  a  still  larger  business 
will  be  done  the  present  year. 

The  public  have  therefore  now  offered  them  a 
home  security  of  the  most  reliable  character. 

The  Acceptances  of  the  Company  will  be  receiv- 
ed in  payment  for  the  Bonds. 

Twenty  (20)  per  cent,  is  required  to  be  paid 
on  acceptance  of  bids,  and  Twenty  (20)  per  cent, 
every  thirty  days  thereafter,  for  which  Bonds  will 
be  given;  Ten  (10)  per  cent,  however  of  the  first 
instalment  beirg  reserved  by  the  Company  until 
completion  of  the  contract;  interest  to  be  adjusted 
from  the  1st  of  May. 

Parties  have  the  privilege  of  making  payment  in 
full  and  receiving  their  Bonds. 

Sealed  Proposals  will  be  received  at  the  office 
ofBLATCHFORD&RAINSFORD,  No.  68  Wall 
street,  on  or  before  the  10th  day  of  May  next,  at 
3  o'clock  P  M. 


Notice  to  Contractors. 

"proposals  will  be  received  for  all  the  heavy  work 
X^^on  the  Bine  Ridge  Rail  Road,  South  Carolina; 
BluiB  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail; way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina ,  viaClay  ton,Qeorgia,Frankliu  North 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Tumiptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Tumiptop  Mountain  to  the  Rabon 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  of  5800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length ; 
a  suspension  bridge  across  the  Chatnga  River  500 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessee  River ;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  some  of  which  is  rock ; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet  From  Hardens  to  Knoxville,  a  distanee 
of  45  miles,  the  line  follows  the  river  about.eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville ;  this 


LiOCOMOTlVt:  KNGINKS. 
A.  &  W.  Denmead  &  Son, 

BALTIMORE,  MD. 

HAVING  THEIE  IRON  FOUNDRY  &  MACHINE  SHOP 
in  complete  operation,  are  prepared  to  execute,  fiuthfully 
and  promptly,  orders  for 

Locomotive  or  Stationary  Steam  Engines, 
Woolen,  Cotton,  Flour,  Rice,  Sugar.  Griat  or  Saw  Mill., 
Machiinery  for  cutting  all  kinda  of  Gearing, 
Uydrifulic,  Tobacco,  and  other  Prenes, 
Car  and  Locomotive  patent  Ring- Wheels,  warranted, 
Bridge  and  Mill  Castings,  of  every  description, 
Gas  and  Water  Pip<>s,  uU  sizes,  warranted, 
Railroad  Wheals,  with  best  tbgoted  axle,  funuslieil  and  fit 
up  for  use,  complete.  > 

Estimates  for  WorK,  in  any  part  of  the  United  States,  fur- 
nished at  short  notice.  tp.  14-16 


Krupp^s  Best  Cast  Steel. 

SUITABLE    FOR 

MINT  AND  PLATERS'  ROLLERS. 

ALSO  of  large  size  (72  by  18  inches  diameter)  for  rolling  Iroo, 
Copper  or  Brass. 
Pistons  of  Steam  Engines  and  Shafts  for  stcamboati*,  not  ex- 
ceeding «ix  tons  weight  in  one  piece. 

Also  the  celebrated 
CAST  STEEL  AXLES  AND  TIRE 
made  flrom  a  solid  bar  without  welding.    Agents 

THOMAS  PROSSER  &  SON, 
16tf  28  Piatt  street,  New  York. 


Railroad  Iron. 

^O"^  ^".9?^  *I  .">*•  Per_y»nl  of  l>e8t  quality  now  in  store 


•t  N«w  Orleans. 


ImlO 


For  aale  by 

TOSB  PERKINS  A  CO 
C  Soutb-WUliAU  ktrabt 


portion  of  the  road  is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  exi>ensive  bridge 
1000  feet  long  and  46  feet  high,  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
and  from  Franklin  to  Anderson,  stratified  sandstone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way offers  great  inducements  to  experienced  con- 
tractors. The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  tJie 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  ateach  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with'cash  payments,  also  eighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
ta  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13 ANSON  BANGS  &  Co. 

To  Contractors. 

PHILADELPHIA,  WILMINGTON  AND  BAL- 
TIMORE RAILROAD  OFFICE.— Philadelphu, 
April  21st,  1854.— PROPOSALS  will  be  received 
at  this  office  until  May  25th,  1864,  for  driving  the 
piles,  protecting  the  foundations,  and  for  the  Ma- 
sonry above  and  under  watei,  of  the  proposed 
Bridge  across  the  Susquehanna  River  at  Havre- 
de-Grace,  Maryland. 

Also,  for  the  Grading  and  Masonry  of  the  new 
location  of  the  Road  adjoining  the  Bridge,  and  of 
the  Port  Deposit  Branch  Railroad. 

Plans,  profiles  ond  specifications  may  he  seen  at 
the  Engineer's  Office,  in  Havre-de-Grace. 

S.  M.  FELTON, 

17,4t  Pres.  P.  W.  and  B.  R.  R. 

Railroad  Iron  For  Sale. 

ABOUT  800  tons  Rails  of  Boat  approved  WcUb  pfttteroa,  for 
Mle  by  CLABK  &  JESUP, 

17  tf  S8  Exchange  Place,  New  Yoric. 


•'A:^. 
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M.  W.  BALDWIN  &  CO.,  Engineers, 

Broad  and  Hamilton  BtreeU,  Philadelphia, 

WOULD  call  the  attention  of  Railroad  Managers,  and  those 
interested  in  Railroad  Property,  to  their  Stshm  of  Loco- 
MOTIVB  Enqisbs  in  which  they  are  adapted  to  the  particular 
butineaa  for  which  tliey  may  be  rehired ;  by  the  use  of  one, 
two,  three  or  four  pair  of  driving  wheels  ;  and  the  use  of  the 
whole,  or  so  much  of  the  weight  afl  may  be  desirable  for  ad- 
beaioo  ;  and  in  accommodating  them  to  the  grades,  'curves, 
vtrengui  of  superstruction  and  rail  and  worli  to  be  done. — By 
these  means  the  maximum  useful  effect  of  the  power  is  secured 
with  the  least  expense  for  attendance,  cost  of  fuel  aud  repairs 
to  Road  aiid  Euginc.  With  theue  objects  in  view  and  as  the 
result  of  twenty- three  years  practical  experience  in  the  business 
by  our  senior  Partner  we  manufacture  Fire  different  kind)  of 
Engines  and  several  classes  or  sizes  of  each  liiud. 

Particular  attention  paid  to  the  strength  of  the  machine  in  the 
plan  and  workmanship  of  all  the  details.  Our  long  experience 
and  opportunities  of  obtaining  information,  enables  us  to  ofler 
tbeae  engines  with  the  assunuKe  that  in  efficiency,  economy  and 
durability  they  will  compare  favorably  with  those  of  any  other 
kiiid  in  use. 

We  aUo  furnish  to  order,  Wheeb,  Axles,  Bowling  Tire  (to  at 
centres  without  boring),  Oomposition  Castings  for  Bearings  : 
every  description  of  Copper  Sheet  Iron  and  Bailer  work  •  and 
every  article  api>ertaining  to  the  repair  or  renewal  of  Loco- 
motire  Engines. 

M.  W.  BALDWIN. .MATTIIEW  BAIRD. 

Idew  York  and  £rie  R.  R. 

PASSBNGEK  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz : — 

BcmLO   KXPRKSS,  at  6  a.  m.  Ibr  Buffalo  direct,   without 
change  of  baggage  or  cars. 
Dunkirk  ExpreiS,  at  7.  a.  m.  for  Dunkirk. 

MjlII^  at  m  a.  m.  for  Dunkirk  and  Buffalo,  and  intermediate 
stations. 

Wat  Express,  at  12ii'  p.  m.  for  Dunkirk. 
Rockland  Passengers,  at  3.  30  p.  m.,  (from  foot  of  Chamers 
Street)  via  Piermont,  for  Suff^m  and  intermediate  statioas. 

Wat  Passbnoib,  at  4  p.  m.,  for  Otisville,  and  intermediate 
stations. 

NiOHT  ExPBKSS,  at  6  p.  m.  for  Dunkirk  and  Bu£blo. 

Emigrant  at  6  p.  ni. 

On  Sundays  only  one  Express  Train — at  6  p.m. 

These  Express  Trains  connect  at  Buli'alo  with  firKt-cIass 
splendid  Steamers  on  Lake  Erie  for  all  ports  on  the  Lake  ;  and 
at  Dimkirk  with  the  Lake  Shore  Railroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  Su^t_ 

Great  M^estern  Mail  Ronte. 

SIXTY  MILES  DISTANCE  SAVED  TO  CHICAGO  AND 
ST.  LOUIS.  THE  MICHIGAN  SOUTHERN  AND 
NORTHERN  INDIANA  RAILROAD  LINE,  carrying  the 
Great  Western  United  States  Through  Mail,  have  the  following 
staunch  fir^t-class  Steamers  running  on  Lake  Erie  in  connection 
with  the  NEW  YORK  AND  ERIE  RAILROAD  from  Dunkirk, 
touching  at  Cleveland,  oud  connecting  with  tiieir  Road  at  To- 
ledo, and  connecting  directly  with  the  CHICAGO  AND  ROCK 
INLAND  RAILROADS  at  Chicago,  in  the  s;i.nie  Depot,  thus 
forming  a  Daily  Line  lor  Passengers  and  Freight  from  New 
York  to  the  Mississippi  River.  NIAGARA,  Capt.  Miller ; 
£Mi>IR£,  Capu  Mitchell ;  KEYSTONE  STATE,  Capt.  Rich- 
ards ;  LOUISIANA,  Capt.  DavenporL  Also 
A  DAILY  LINE  FROM  BUFFALO  DIRECT  TO  MONROE, 
by  those  well-known  magnidceut  Floating  Palaces,  EMPIRE 
STATE.  J.  WiLSOK,  Commander,  leaves  Buffalo  Mondays  and 
Thursdays;  SOUTHERN  MICHIGAN,  A.  D.  Pbrkisb,  Com- 
mander, leaves  Bufiblo  Tuesdays  and  Fridays ;  NORTHERN 
INDIANA,  L  T.  Phbatt,  Commander,  leaves  Buffalo  Wednes* 
days  and  Saturdays. 

One  of  the  above  splendid  Steamers  will  leave  the  Michigan 
Southern  Raih-oad  Line  Dock,  at  9  o'clock,  P.  M.  every  day,  (ex> 
cept  Sundays)  and  run  direct  through  to  Monroe  without  laLding, 
in  14  hours,  where  the  LIGHTNING  E.VPRESd  TRAIN  will 
be  in  waiting  to  take  passengers  direct  to  Chicago  in  8  hours,  ar- 
riving next  evening  after  leaving  Butlalo. 

Running  time  from  Naw  York  to  Buffalo 14  hours. 

Running  time  from  Buffalo  to  Monroe 14  hours. 

Running  time  from  Monroe  to  Chicago .  8  hours. 

TotaL 36  hours. 

Connecting  at  Chicago  with  a  fine  line  of  Low  Pressure  Steam- 
boats to  all  places  north  of  Chicago  to  Green  Bay  ;  also  with 
Chicago  and  liock  Island  Railroad  to  La  Salle,  and  there  con- 
nect with  Illinois  River  Line  of  Steamboats,  or  Exiire^s  Trains 
of  ILLINOIS  CENTRAL  AND  CHICAGO  AND  MISSIS- 
SIPPI RAILROADS,  or  connecting  at  Rock  Island  with  reg 
ular  line  of  steamers  for  all  points  above  aiii  below,  making 
the  cheapest  and  most  direct  Route  to  St.  Loui9,  Rock  Island, 
Minnesota,  and  the  Great  West. 

The  AMERICAN  LAKE  SHORE  RAILROADS  from  Buf- 
falo and  Dunkirk  coonoct  with  this  Une  at  To.edo,  forming  the 
ooly  direct  and  continuous  line  of  Railroads  from  the  Atlantic 
seaboard  to  the  Valley  of  the  MississippL 

Runninj^  time  to  Chicago,  36  hours  ;  to  St.  Louis,  56  hours. 
FOUR  DAILY  TRAINS  by  Railroad  aU  the  way. 
TWU  DAILY  LINES  by  S :eamer8  on  Lake  Ene. 

Thus  the  Traveller  and  Shipjicr  can  see  at  a  glance  tliat  no 
other  Line  can  enter  the  lists  as  competitors. 

Paaaeogers  Ticketed  Through  from  New  York  with  privilege 
of  stopping  over  at  any  point  on  the  route,  and  resuming  seits 
at  leisure,  either  by  the  New  York  and  Erie  Railroad,  via  Dun- 
kirk, New  York  and  Erie  and  BuOalo  aud  Nesv  York  City 
Railroad  via  BaSak> ;  People's  Line  of  Steamboats,  Hudson  Riv- 
er or  Harlem  and  New  York  Central  Railroads,  via  Albany  and 
li\sBa.\o. 

tor  any  further  information.  Through  TlckeU,  or  Freight,  ap- 
ply at  the  Company's  OtUce,  Na  183  Broadway,  corner  of  Dey 
St.,  N.  Y.,  to  JOHM  t.  PORTER,  (General  Agent,  or 

L.  P.  DUNTON,  Ticket  Agent. 


Passenger  Cars  for  Sale. 

Two  first  class  Pa.ssenger  Cars,  built  by  one  of 
the  best  car  builders  iu  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &,  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  21st,  1864. 

r  ■        Railroad  irpn.    ..y 

rVS  Subscribers  are  at  all  times  prcpi(red  to  enter  Into  con- 
tracts for  Railroad  Iron,  of  Messrs.  Guest  &  Co.,  or  other 
leading  manufaeturcrs'  make,  delivered  free  ou  board  vessels  in 
England  or  in  this  cotuitry. 

DOORMAN,  JOHNSTON  &  CO , 
Sept  7.  90  Broadway,  New  York. 


MANUFACTURERS'  AGENCY 

FOR 

RAILROAD  FURNISHING, 

Qfflce  18  Dearborn  St.,  Chicago,  lU. 

E.R.T.  ARMSTRONG,  Agent, 

KEEPS  constantly  on  liand  Railroad  Spikes,  Burden's  make, 
liailroad  Wrought  Iron  Chairs,  superior  quality,  Ames' 
manufacture  of  Locomotive  Tires,  Cranks,  i^'c.  Washburn, 
Pond  &  Co.'s  Car  Wheels,  of  best  Salisbury  and  Stirling  Iron, 
mixed  under  direction  of  Mr.  Washburn,  and  warranted. 

Orders  invited  for  Locomotive  and  Car  Rolled  or  Hammered 
Axles — Locomotive  Lamps — Superior  Pumps,  far  Stations, 
Switch  Stands,  Levers,  and  Targets— Ldxmwtive  Drivers 
and  Cylinders— Boxes  and  Pedestals- Scr eto  Cutters  arui 
Drilling  Machines — Frog's  Heads  and  Heel  Blocks — Screu 
Presses,  for  forcing  Wheels  and  Axles. 

Oils  of  a  superior  quality,  made  expressly  for  railroads,  and 
free  from  gums. 

Refer  to — Illinois  Central  railroad,  Ohio  and  Mississippi  river 
railroad.  AUchigan  Southern  railroad.  Galena  and  Chicago 
Union  railroad.  Milwaukee  and  Mississippi  river  railroad.  Little 
Miami  railroad,  Cincinnati,  Hamilton  and  Dayton  railroad.  Cen- 
tral Ohio  railroad.  14.6mo's> 


S  SEYMOUR  & 
•  I 


CO.  GENERAL   RAILROAD 

AGENCY,  Office,  Metropolitan  Bank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  persons  desiring  to  invest, 
the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS,  at  11 
years. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroa-1  bridges.  McCallum's  patent, 
railroad  iron,  chairy,  spikes,  switch  irons,"  &c.,  &c. 


OGD£N  &  I>£L.AFIEL.D'S, 

Lato  OQDEN  4:  MARTIN. 

Rosendaie   Cement.  ! 

TT7E  are  prepared  to  enter  into  arrangements  for  mpplylaf, 
W    our  cement  for  public   works  or  ^oihor  purpoaes.     We* 
warrant  the  cement  equal  in  every  rtispect  to  any  maoulkctured 
in  this  country-.    It  attains  a  great  degree  of  hardness,  setta  mi 
mediately  under  water,  and  is  a  superior  article  for  maaoory 
coming  in  contact  with  water,  or  requiring  great  strength. 

For  sale  in  tight  barrels^  well  papered,  ou  appiicatkn  at  tbei/ 
office,  by  OGDEN  &.  DELAFIELD,  104  Wail  st 

The  above  cement  is  used  in  most  of  the  furuicatJoos  biukliD^ 
by  government. IT 

Pneumatic  Pile  DriTing. 

FOUNDATIONS  FOR  BRIDGES,  PIERS  &C. 

BY  THE  PNEUMATIC  process  hoUow  cylindrical  pJee  or 
tubes  from  eight  inches  to  ten  lk«t  diameter  can  be  driveu 
tlirough  i-and,  mud,  clay  or  other  material  to  any  required  depth. 
The  complete  success  which  has  attended  the  oiteratioos  of  thik 
process  shows  it  to  t>e  emineoUy  practicable  m,  aud  much  the 
beet  method  known  for,  the  coostruction  of  railroad  bridges 
across  deep  and  rapid  rivers  where  permaoeut  foundationa  o 
great  strength  are  necessary,  aitd  have  to  be  secured  at  grea 
depth. 

Applications  for  license  for  the  use  of  the  invention  in  any 
part  of  the  United  States  may  be  made  to  IL  V.  POOR,  Esq 
Editor  of  the  American  Railroad  Journal,  0  Spruce  street ;  o 
for  contracts  for  i>ile  driving,  or  licenses  as  above  to 

CHARLES  PONTEZ, 

March  25th,  1854.  New  York. 


Notice  to  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI. 

SEALED  proposals  will  be  received  by  the  un- 
dersignid,  at  their  office  in  the  city  of  St. 
Louis,  until  six  o'clock,  p.  m.,  of  the  loth  day  of 
May  next,  f.>r  the  Grueling,  Masonr)',  etc.,  of  the 
first  division  of  the  South-west  Branch  of  the  Pa- 
cific Railroad,  extending  from  Franklin  Depot,  the 
present  terminus  of  the  road,  some  40  miles  West 
of  St.  Louis,  to  the  crossing  of  the  Gascenade 
River,  a  distance  of  about  78  miles.  The  line 
will  be  divided  into  sections  of  about  one  mile 
each,  and  proposals  may  be  made  for  one  or  more 
sections.  The  line,  plans,  profiles,  specifications, 
form  of  contract,  etc  ,  will  be  ready  for  inspection 
on  and  after  the  first  day  of  May  next.  The 
work  to  be  let  is  quite  heavy,  situated  in  a  healthy 
country,  and  is  easy  of  access. 

The  undersigned  reserve  to  themselves  to  reject 
all  proposals  that  are  not  satisfactory. 

A.  S.  DIVEN  &  CO. 

March  24tb,  1864. 


To  Contractors. 


SfflE 
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PACIFIC  RAILROAD  OF  MISSOURI 

THIRD    AND    FOURTH    DIVISIONS. 

is  intended  to  make  contract  for  the  third  di- 

visions  of  this  road,  (extending  from  the  Mis- 
souri river  at  Jefierson  City,  passing  near  George- 
town and  Warrensburgh,  to  the  Missouri  river  near 
Independence,  about  160  miles.)  so  soon  aA«r  tke 
first  of  May  next,  as  satisfactory  proposals  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  offer- 
ered,  or  such  parts  as  particular  contractors  may 
select  in  form  and  quantity  to  suit  the  interests  of 
the  company.  Proposals  are  asked  for  by  the  cu- 
bic yard,  with  cash  payments ;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  and  one  third  in  ' 
county  and  railroad  mortgage  bonds  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  Pacific  Railroad 
OfSce,  in  St.  Louis,  amd  any  information  will  b« 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  in  opera- 
tion ;  the  second  division  to  Jeflferson  City  under 
present  course  of  construction. 

The  third  and  fourth  divisions  now  nfiTercd  pass 
over  a  high,  rolling  mixed  prairie  and  timbered 
country,  and  for  healthfuluess  and  supply  of  pio- 
visions  will  compare   favorably  with   any  part  o 
the  west.  THOS.  ALLEN,  Pres. 

Thos.  S.  O'Sullivan,  Chief  Eng. 

Pacific  R.R.  Office,  St.  Louis,  Feb.  1854. 

For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY,  etc.,  8t  Law 
rence  County,  N.  Y. — This  well  known  establishment,  bar- 
ing attached  to  it  a  large  and  complete  Casting  Houm  and  Ma- 
chine Shop,  with  ample  accommodattooa  for  woifeiMa,  aad  «Te- 
r>'  cooveoieoce  necessar>'  to  the  the  prnaeeHliOB  of  •■  mpHmIv* 
business,  together  with  valuable  Iron  Minea  and  Mhuat  Sl|kta, 
atso  Timber  Lauds,  is  offered  for  sale  by  the  proprietor,  who  re- 
tires from  the  buaineas.  The  capacity  of  the  Uowie  Tuniac* 
for  making  iron,  is  believed  to  be  unsurpassed  by  any  charcoal 
Furnace  in  the  country,  having  repeatedly  run  up  to  fourteen 
tons  per  day,  with  66  to  60  per  cent  yieM  fhxn  ores— specular 
red  oxides — coal,  per  ton.  100  bushels.  The  Mme  has  been  in 
uninterrupted  operation  for  over  twent>-  years,  and  tb«  reputa- 
tion of  its  iron  is  eatabliahed  throughout  the  West  Tb*  looitioa 
of  these  works  is  in  the  village  aud  town  erf'  Roauie.  county  of  St 
Lawrence,  N.  Y.,  aiz  miles  from  file  River  St  Lawrence,  and 
connected  therewith  by  a  plank  road.  Their  coat,  apart  from 
premises  and  water  power,  has  involved  an  expenditure  of  over 
$100,000,  and  their  present  efficiency,  in  e^-ery  respect,  ia  con- 
sidered Miiexceptioaable.  For  further  infonnatkn  appiy  to  D. 
W  Baldwin,  Agent,  at  the  works,  or  to  the  uoderaigned. 

G.  PARISH. 
Ogdeosburg^  N.  T.,  April,  1863.  1Mb* 


To  Chief  £n§^ineer8. 

A  Gentleman  who  has  had  aoms  £i^t  years  Ezperiane*  to 
coDstructioD  of  various  Eastera  and  Western  Bailroada  ^aa- 
ires  a  situation  as  Resident  EoElneer  upon  some  railway  in  tb* 
United  States.  The  best  of  r^rencea  as  to  Capability  and  X( 
ficiency  can  be  furnished.  Addreas  B.  care  otioUt  Pakner  fiaq. 
East  Cambridge,  tUma,  17  tf 
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Railroad  Iron. 

THE  Undersigned,  Agents  for  the  Manufacturers, 
are  prepared  to  contract  to  deliver  free  on  board 
at  shipping  ports  in  England,  or  at  ports  of  discharge 
./,  in  the  United  States,  Rails  of  superior  quality,  and  of 
s    auch  wuieht  or  pattern  as  may  be  required. 

VOSE,  PERKINS  A  CO., 
9  South  VVilUam  St. 
New  York,  June  1.  1851. 

Knox  &.  Shain, 

MANDFACTURKH8   OF 

LEVELS,  TRANSITS  AND  SURVEYING 

COMPASSES. 

No  72  Dock  St.  first  door  south  of  Walnut,  west  side 

PHILADELPHIA. 

First  Premium  awarded  by  the  Franklin  Institute. 


Stuart,  Serrell  &  Co., 

CIVIL   ENGINEERS, 

•    ..         :  >  Rooms  22,  24,  26  Jt  27, 

167  Broadway,  New  York. 

Charlbs  b.  Stuart,  Edward  W.  Sirrbll, 

Danibl  Marsh.  Samobl  McElrot. 


Important  to  Hallway  Cp^s. 

AOREAT  improvement  has  recently  been  perfecW  in  the 
manufacture  of  Dumping  Gravel  Cars  by  which  Ine  cost  is 
materially  lesseneU  and  the  streogth  and  durability  much  in* 
creased. 

We  have  secured  the  riglit  to  manufacture  the^  improved 
Car*  and  can  supply  them  at  prices  ten  per  cent,  lower  than  the 
ordinary  kind. 

Orders  directed  to  the  Hamilton  Car  Co.,  Hamilton,  Ohio, 
will  receive  prompt  attontioa 


;     South -Western    Car  Shops, 

:;  Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at   short  notice,  for  all  kirds  of  Passenger, 
■  Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
:-  road,  or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
^  ber  to  afford   peculiar   advantages  to  Companies 
requiring  work  delivered  in  the  South  and  West. 
.    .:;^:..,  .                                      W.  CLOUGH. 
.■•■  '                            '  Refer  to 
".  Jno.  Brov'gh,  Esq.          Winslow,  Lanier  &  Co. 
:-      feb.18.  Im. 

V  Ontario,  Simcoe  Sl  Huron  R.R. 

CANADA. 

THIS  road  opened  io  May  last  to  Lake  Simcoe  is  expected  to 
be    completed    to    the  Geori;ian    Bay,    Lake  Huron     a 
'.  distance  of  96  miles  in  June  next  where  it  will  form  the  shortest 
'   and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (04 

milee)  daily  at  8  a.m.  and  3.  30  p.m,,   returning  the  same  day— 

On  the  opening  of  the  navigation  a  St<>amer  will  ply  on  Lake 

Simcoe  in  coniiexiun  with  the  Trains  and  wiil  convey  passenger* 

through  that  Lake  and  Lake  Conchiching  to  Onlla  wbuuce  a 

•    Bhort  portage  of  eighteen  miles  will  take  them  to  the  waters  of 

.    Lake  Huron  to  the  Steamer  (Kaloolah)  which  runs  to  the  Sault 

•"  Bt.  Murie  and  intermediate  ports  fonning  the  most  expeditious 

'    mod  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 

acd  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
i  be  Oeorgian  Bay  for  a  line  of  first  class  Steamers  to  extend  their 
trip*  to  the  porta  oo  Lake  Michigan. 

ALFRED  BRUNEL, 
Suparinteodent 


Cast  Iron   Chilled  Slip  Tires 
for  Engine  Driving  Wheels. 

THE  umlersigiicil,  principal  Aeent  for  the  above  improvement, 
offers  it,  witn  the  right  of  use,  to  Railroad  Companies  and 
others.     The  cost  of  these  Tires  is  l&ss  than  one-third  that  of 
wrought  iron,  the  cost  of  renewing  one-quarter  ;  and  the  adhe- 
\  aiott,  strejiglhy  and  durability  equally  as  great,  as  will  be  proved 
.'  to  the  satisfaction  of  any  party.     Over  tico  hundred  kxjomotives 
of  the  heaviest  claats,  (25  to  30  tons,)  upon  the  Baltimore  and 
'    Ohio  Rood,  are  shod  with  cast  iron,  with  an  acknowledged  saving 
■.;   over  wrought  iron  equal  to  $30,000  per  anniun.     Address 

16,1.£  ZERAH  COLBURN,  Paterson,  N.  J. 


Kailroad  Car  Works. 

THE  Undersigiiod  are  prepared  to  manufacture  for  Railroad 
Companies,  Passenger,  Baggage,  Cattle,  Freight,  Gravel  oud 
.,  Hand  Cars,  also  Baggage  Barrows  and  Freight  Trucks. 

F.  HUNG^KFORD  &  CO. 
MayniUe,  Ky.,  Sept.  29,  186a 


Railroad  Iron. 

Io  £\  f\  TONS  superior  quality  Yorksliire  rails  66  i>ound8 
^t.'""    T  pattern  can  be  imraediately  delivered  at 
New  York,  Savannah,  or  New  Orleans. 
For  sale  by 
„      _  NAYL0R4C0. 

Am*  York,  Afril  1«,  18M. 


To  liOcomotlYe  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  dtc.,  &.C.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  aiul  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelonsas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  ofl'ered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnisli  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to  .   -     •  • 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,   Pine  Street,  New 
York. 

Railroad  Spikes,  Boiler  Riv- 
ets, etc. 

THE  Subscribers,  Afifents  for  the  sale  of  James  S. 
Spencer's,  Jr..  Railroad  and  Boat  Spikes,  Boiler 
Rivets,  and  Wrouent  Iron  Chairs  for  Railroads,  made 
at  his  Works  near  this  city,  will  execute  all  orders 
with  promptness,  despatch,  and  of  the  best  quality. 

ALSO  IMPORTKRS  (Jf  English  refined  and  Mer- 
chant bar  iron ;  Extra  refined  Car  and  Locomotive 
Axles  (from  3}  to  6}  inches  in  diameter) ;  B.  O.  Lo- 
comotive Tire  (welded  by  Baldwin).  Also,  supply 
Boiler  and  Flue  Iron  cut  to  pattern  or  otherwise. — 
Spring,  Shear,  and  Cast  Steel,  etc..  etc.,  etc. 

T.  db  E.  GEORGK. 
Philadelphia,  November  14,  1860. 

Railroad  Iron. 

THE  UNDERSIGNED,  HAVING  madearranee- 
nients  abroad,  are  prepared  to  contract  for  theae- 
livery  of  Foreign  rails,  of  approved  brands  upon  the 
moat  faverable  terms. 

They  will  alsc  make  contract*  for  American  raila, 
made  at  their  Treotoo  works,  trom  Andover  Iron,  in 
whole  or  in  part,  u  may  be  agreed  upon. 

They  are  prepared  to  lurnish  Telegraph,  Spring  and 
Market  Wire ;  Braziers  and  Wire  Rods  ;  Rivets  and 
Merchant  Bars  to  order,  all  made  exclusively  from  An- 
iover  Iron.  The  attention  of  parties  who  require  iron 
ol  the  very  heat  quality  for  special  purposes,  is  respect- 
fully Invited.  gOOPBR  &  HEWITT, 
17  BoiUnir  SUp,  New  Yofk. 

r«braar7  If,  ISM. 
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Notice  to  Contractors. 

MEMPHIS  &  OHIO  RAILROAD.  .; 

SEALED  proposals  will  be  received  at  the  of- 
fice of  the  Memphis  and  Ohio  Railroad  Com- 
pany, at  Memphis,  Tenn.,  until  the  15th  day  of 
April  next,  for  the  grubbing,  clearing,  gradation, 
and  masonry  of  the  first  66  miles,  from  Memphis 
to  Cherry  ville. 

Contractors  must  give  the  most  undoubted  se- 
curity for  the  completion  of  the  work  at  the  time, 
and  in  the  manner  specified ;  and  contracts  will 
be  let  in  sections,  or  for  the  entire  work,  as  may 
be  deemed  best  by  the  Dii^ctors. 

The  Directory  reserve  the  right  of  rejecting  all 
bids,  should  none  p.-ove  satisfactory  ;  and  it  is  de- 
sirable that  all  propositions  should  be  submitted, 
with  the  view  of  preparing  the  whole  work  for 
the  iron  as  soon  as  possible.  Bids  of  that  charac- 
ter and  otherwise  equally  favorable,  will  have  pre- 
ference. 

Maps,  plans  and  specifications  may  be  seen  at 
the  office  of  the  company,  after  the  first  of  April. 

E.  PEABODY, 
Engineer  in  charge. 

Notice  To  Contractors. 

Office   of   the   Vicksburg,   Shreveport  ano 
Texas  Rail  Road  Company 
Monroe,  La.,  March  %lh,  185i. 

SEALED  PROPOSALS  wil  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  the  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  twen:y  miles;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caiddo— a  dis- 
tance of  about  twenty  miles ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  running  west,  in 
the  parish  of  Ouachita. 

Bids  may  be  made  for  the'entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favorauly  considered.  The 
lines,  plans,  jjrofiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fiflhs  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agreed  on,  during  the  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract ;  or  to  reject  all  if  none  are  satis- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned. 

N.  D.  COLEMAN, 
.   '  •  President. 

P.  J.  TOURNADRE, 

7tl4  Chitf  Engineer. 

Railroad  Iron. 

5  AAA  TONS  T  RAILS,  about  one-half  weighing  68  lbs. 
jVvU  per  yard  and  the  remainder  66  lbs.  per  yard  now  ia 
bond  and  for  sale  by 

JOHN  H.  HICKS, 
id  FUfy.  BO  Beaver  street 

HrSAWYER 

(of  the  late  firm  of  SAWYER  &  HOBBYX 
Manufacturer  of  Transitij  and  I.eveb, 

HAS  removed  to  Unioo  Place  near  Warburtoa  Av.,  Tonkers, 
N.  Y. 

Railroad  iron. 

1  (1  r\r\  Tons  Erie  Pattern  Guest  and  Go's  make,  weighing 
X^tJyJ  b1 '■i  1l<:'.  |M'r  yard,  tet>e8tupped  from  Wales  ill  Ju- 
y  and  August,  fur  Uiii>  purl — for  iiule  by 

BOOKMAN    JOHNSTON  &  CO., 
June  0, 1853.  96  Broadway,  New  York. 

Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepared  to  ex- 
ecute orders  for  Rails  of  the  usual  patterns  and 
weights,  and  of  any  required  length  not  exceeding  30 
feet  per  rail.    Apply  to 

THOS.  CHAMBERS,  PrMident, 
8«pt«mb«,  I860. 


■  -    ■v»i.-- 
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SnaqneltaBna  flallroad* 

riRST    ANNUAL    REPORT. 

A  report  of  the  condition  of  the  above  road, 
the  act  of  incorporation  of  which  was  passed  the 
14th  of  April,  1351,  has  been  submitted  by  the 
President  of  the  Board  of  Directors,  W.  F.  Packer, 

According  to  the  ninth  section  of  the  supple- 
ment of  the  act  to  incorporate  the  Sunbary  and 
Erie  company,  passed  27th  March,  1852,  it  became 
necessary  for  the  Susquehanna  Railroad  Co.  to  pat 
their  line  under  contract  between  Bridgeport  and 
Sonbury,  in  one  year  from  the  passage  of  the  last 
named  act,  and  complete  the  same  in  two  years  ; 
othertvise  the  Sunbury  and  Erie  company  was 
authorized  to  extend  their  road  from  Sunbury,  by 
the  Talley  of  the  Susquehanna,  to  connect  with 
the  PenDsylvania  Railroad  at  the  point  deemed 
most  expedient.  The  Susquehanna  company  was 
organized  on  the  10th  day  of  June,  1852,  and  the 
grading  and  masonry  of  the  entire  line  from 
Bridgeport  to  Sunbury,  were  put  under  contract 
on  the  24th  of  November  of  the  same  year.    The 


distance  from  Bridgeport  to  Sunbury  is  54^4 
miles;  upon  26 i  miles  of  which  the  grading  and 
masonry  have  been  completed.  A  portion  of  each 
mile  is  under  way,  and  9)^  miles  of  the  most 
difScult  work  have  been  graded  for  a  double 
track.  As  far  as  the  work  has  progressed,  it  has 
been  done  in  the  most  permanent  manner. 

The  amount  expanded  for  grading  and  masonry, 
superstructure  of  bridges,  right  of  way,  engineer- 
ing, &c.,  is  $509,502,  of  which  sum  $130,307  were 
paid  in  the  stock  of  the  company  at  par,  and  the 
balance,  $379,195,  in  money.  According  to  the 
estimate  of  the  Engineer,  there  will  yet  be  re- 
quired, to  complete  the  grading  and  masonry, 
and  the  superstructure  of  the  bridges,  $822,542. 
which,  under  existing  contracts,  can  be  met  with 
$682,405  in  cash,  and  $140,137  in  stock.  The 
same  officer  estimates  the  cost  of  the  railway 
superstrncture,  including  iron,  cross-ties  and  lay- 
ing, (at  the  present  advanced  price  of  railroad 
iron,)  at  $9,000  per  mile. 

To  meet  these  various  exjjenditures,  the  com- 
pany have  the  following  assets,  viz : 

Subscription  by  Northumberland  county,  $200,000 

Do.  by  Union  county, 200,000 

Do.            by  borough  of  Lewisbarg, . .     76,000 
Do.            by  borough  of  Sunbury,  (con- 
ditional,)      25,000 

Individual  subscriptions,  (including  con- 
tractors',)    305,000 

Loan  from  York  and  Cumberlandj;Rail- 

road  Company, 600,000 


Making  a  toUl  of $1,305,000 

The  foregoing  subscriptions  being  mostly  in  the 
bonds  of  the  respective  counties  and  boroughs, 
the  company  have  been  unable  to  dispose  of 
them  at  par,  and  they  still  remained  unsold  at 
the  date  of  the  report.  For  some  time  the  work 
of  the  road  was  retarded  by  a  scarcity  of  labor- 
ers, and  during  that  season  there  was  unusual 
sickness  among  them.  Now,  however,  affairs  are 
in  a  more  favorable  shape,  and  the  present  force 
employed  exceeds  two  thousand  men.  If  funds 
are  properly  provided,  the  grading  and  masonry 
between  Bridgeport  and  Sunbury  can  be  com- 
pleted before  the  1st  of  August — the  period  sti- 
pulated in  the  contract  with  the  company. 

The  merits  and  importance  of  the  road  are 
dedaced  from  facts  such  as  follow : 


The  whole  extent  of  the  road  authorized  by  the 
charter,  is  abo«t  54  miles,  commencing  at  Bridge- 
port, the  northern  terminns  of  the  York  and 
Cumberland  Railroad,  and  ending  at  Sunbmy, 
with  power  to  extend  the  road  to  Williamsiwrt. 
At  Bridgeport,  the  road  also  intersects  the  Cum- 
berland Valley  Railroad,  and,  passing  upon  the 
western  margin  of  the  river,  at  the  distance  of 
about  8  miles,  it  connects  with  the  Central  Rail- 
road of  Pennsjivania  ;  thus  <^ening  a  direct  rail- 
road communication  between  that  great  improve- 
ment and  the  city  of  Baltimore,  without  crossing 
the  Susquehanna.  As  the  niilroads  are  now  con- 
structed, freight  and  passengers  on  the  Pennsyl- 
vania Railroad,  designed  (or  Baltimore,  hare  to 
cross  the  Susquehanna  river,  bver  bridges  nearly 
a  mile  in  length,  twice  in  a  distance  of  about  8 
miles.  When  the  short  link  of  the  Susquehanna 
Railroad,  between  the  York  and  Cumberland  and 
Pennsylvania  Railroads,  shall  be  completed,  the 
same  trade  and  travel  will  pass  on  directly  be- 
tween Baltimore  and  Pittsburg,  without  crossing 
the  Susquehanna  at  all,  thus  actually  diminishing 
the  distance  between  those  two  points  2  miles, 
and  saving  the  tolls  and  charges  on  12  miles,  as 
each  bridge  is  estimated,  in  the  rates  of  toll,  as 
equal  to  5  miles  of  road. 

At  Danphin,  954  miles  from  Bridgeport,  the 
Su.squehanna  road  crosses  to  the  eastern  side  of 
the  Susquehanna,  and  connects  with  the  Dauphio 
and  Susqnehanna  road.  The  latter,  having  ef- 
fected a  connection  with  the  Reading  road,  thero 
is  unbroken  communication  from  the  Schuylkill 
region,  into  the  Stisquehanna  Valley,  over  the 
Danphin  road.  The  coal  fields  through  which 
this  road  passes,  being  of  a  superior  quality,  and 
being  nearer  to  the  Baltimore  market  than  any 
other  mines,  heavy  tonnage  may  be  expected  fVom 
thaX  source. 

Passing  up  the  Susqnehanna,  <hi  its  eastern 
margin,  the  Susquehanna  Railroad  connects  with 
the  Lykens  Valley  Railroad,  at  the  village  ofMil- 
lersburg,  18^4  miles  from  Dauphin  and  28  niiles 
from  Bridgeport.  The  Lykens'  Valley  Railroad 
is  completed,  and  in  use  to  the  coal  mines,  a  dis- 
tance of  16  miles,  and  a  large  share  of  the  coal 
which  now  supplies  the  Baltimore  market  im  car- 
ried over  this  road,  transshipped,  and  conveyed 
by  boats,  by  way  of  the  Wiconisco,  Pennsylvania 
and  Tide-Water  Canals,  to  the  city  of  Baltimore. 
The  completion  of  this  road  is  most  anxiously 
awaited  by  the  Lykens'  Valley  Railroad,  and  the 
coal  operators  in  that  and  adjacent^regions.    They 
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are  prepared  to  tbrow  on  thu  Susquehanna  Rail- 
road at  ouco  250,000  tons  of  coal  per  annum,  for 
the  Baltimore  market. 

Fifteen  arid  a  half  miles  from  Millersburg,  the 
Susquehanna  Railrf  ad  intersects  and  connects 
with  the  Treverton  Raih'oad;  now  on  the  verge  of 
completion.  This  road  is  15  miles  in  longh,  and 
connects  the  Susquehanna  road  with  the  Mahony 
Coal  Region. 

At  Sunbury  the  Susquehanna  road  reaches  thq 
northern  terminus  of  the  Sunbury  and  Philadel- 
phia Railroad,  the  outlet  of  the  great  Shamokin 
coal  fields,  second  to  none  in  the  State,  and  pos- 
sessing, in  many  respects,  aduantages  superior  toj 
the  best  collieries  of  the  Schuylkill  region.  This 
road,  20mi;es  in  length,  during  the  last  summer,  i 
was  relaid  with  a  heavy  T  rail  the  entire  dis- 
tance from  Sunbury  to  the  town  of  Shamokin.        j 

The  various  coal  companies  in  and  about  Sham- 1 
okin,  are  making  unusual  eflorts  to   ship  a   large 
amount  of  coal  during  the  coming  .season. 

At  Sunbury  the  Susquehanna  road  also  connects 
with  the  southern  terminus  of  the  Sunbury 
and  Erie  Railroad,  a  portion  of  which  is  now  un- 
der contract  and  the  grading  nearly  completed 
from  Sunbury  to  Williamsport.  Between  Williams- 
>port  and  Milton,  the  point  of  connection  with  the 
Catawissa  Railroad,  it  is  expected  that  the  grad- 
ing will  be  finished,  and  a  single  track  laid  early 
the  ensuing  summer.  The  Susquehanna  Railroad 
Company  have  authorised,  and  placed  under  con- 
tract an  extension  of  their  road  from  Sunbury  to 
Lewisburg,  from  which  poinl  they  can  either  con- 
nect with  the  Sunbury  and  Erie  Railroad,  or  con- 
tinue their  road  to  Williamsport,  as  may  hcreafte:- 
be  deemed  expedient.  In  either  case,  or  should 
the  Sunbury  and  Erie  railroad  company  prosecute 
their  work  from  Milton  to  Sunbury,  a  complete 
railroad  communication  will  be  eiTected  from 
Williamsport,  by  the  valley  of  the  Susquehanna, 
to  Baltimore  and  Philadelphia,  passing  over  the 
entire  length  of  the  Susquehanna  Railroad. 

At  Williamsport,  they  connect  with  the  Williams- 
port and  Elmira  Railroad,  which  extends  from  i 
Williamsport,  on  tRe  line  of  the  Susquehanna,  and 
Sunbury  and  Erie  Railroads,  in  Pennsylvania,  to 
Elmira,  on  the  New  York  and  Erie  Railroad,  in 
the  State  of  New  York,  a  distance  of  74  miles. 
Twenty-five  miles  of  the  southern  end  of  this 
road,  extending  from  Williamsport  to  Ralston, 
have  been  completed,  and  trains  of  cars  pass  be- 
tween those  points  every  day.  The  balance  of  the 
road,  from  Ralston  to  Elmira,  is  nearly  graded, 
and  at  the  northern  end,  the  track  is  laid  for  se- 
veral miles.  The  road,  it  is  confidently  expected, 
will  be  graded,  and  a  single  track  laid  from  Wil- 
liamsport to  Elmira, before  the  first  of  July  next; 
llms  completing  the  last  link  in  the  chain  of  rail- 
roads, connecting  by  a  north  and  south  line, 
through  the  centre  of  Pennsylvania,  the  great 
Northern  Lakes  with  the  Atlantic  seaboard. 

The  whole  extent  of  the  road  embraced  by  the 
charter  of  the  Susquehanna  Railroad  Company, 
is  about  94  miles,  commencing  at  the  terminus  of 
the  York  and  Cumberland  Railroad,  at  Bridge- 
port, opposite  Harrisbuig,  and  ending  at  Williams- 
port.    Thus:    ■•:-.■■  ■■■*V';';--' •"  ,~'^r'.:'    •"■"■'"" 

From  Bridgeport  to  Sunbury, 64^  miles. 

From  Sunbury  to  Williamsporl, &9^      " 


Tot«,..:. .;.:........  ......:m  ^  " 

The  average  grade  for  the  entire  line  is  under 


two  and  a-half  feet  per  mile.  On  that  portion  of 
the  road  under  contract,  between  Sunbury  and 
the  terminus  of  the  York  and  Cumberland  Rail- 
road, over  36  miles  of  the  road  is  a  dead  level. 
On  16  mile4,  the  grade  is  under  three  feet  per 
mile.  On  G  miles,  the-  grade  is  over  three  and  un- 
der six  feet  per  mile.  On  4  miles,  the  grade  is  over 
six  and  under  eight  feet  per  mile,  And  on  2 
miles,  the  grade  is  above  eight  and  under  10  feet 
per  mile.  In  every  instance,  the  grade  is  in  the 
direction  of  the  trade,  toward  the  seaboard.  The 
grades  above  eight  feet  were  rendered  necessary 
to  effect  crossings  at  the  points  of  intersection 
with  the  Cumberland  Valley  and  Shamokin  Rail- 
roads. 

The  coal  trad  alono  of  this  road,  would  unques- 
tionably make  it  profitable  ;  but  along  the  line 
aro  rich  agricultural  districts,  inexhaustible  quan- 
ties  of  iron,  and  timber  sutficient  to  supply  the 
Southern  markets  beyond  all  demand.  Some  con- 
ception may  be  formed  of  the  value  of  the  lum- 
ber trade  along  this  line,  from  the  fact  that  at  the 
port  of  Williamsport  alone,  there  were  shipped  by 
canal,  during  the  boating  season  of  the  year  1863, 
thirty-one  millions  of  feet  o  '  plank  and  boards, 
and  the  value  of  the  lumber  trade  of  the  West 
Branch  of  the  Susquehanca,  during  the  past  year, 
may  safely  be  estimated  at  SI, 000,000. 

Lateral  roads  have  already  been  constructed  in 
advance  of  the  Susquehanna  road  to  the  extentof 
nearly  100  miles,  all  of  which  will  connect  with 
this  road. 

Tho  Eastern  slopes  of  the  Southern  and  Middle 
coal  fields  have  been  a  source  of  incalculable 
profit  to  the  Reading  Railroad  and  the  City  of 
Philadelphia.  An  estimate  of  the  value  of  this 
trade  to  Philadelphia  may  be  formed  from  the 
fact  that,  the  tonnage  employed  in  its  distribution 
is  greater  than  that  engaged  in  the   foreign   trade 

of  New  York.  .     .    ■    ,•        ,  .        .      ,;-:;■  .  ' 

There  is  no  reason  to  doubt  that  the  western 
slopes  of  these  coal  fields,  will  contribute  in  a  like 
proportion  to  the  business  of  tho  Susquehanna 
Road,  and  to  the  trade  of  the  Baltimore   market. 

A  company  has  been  incorporated,  and  a  por- 
tion of  the  stock  subscribed,  to  build  a  railroad 
from  Sunbury  up  the  North  Branch  of  the  Susque- 
hanna to  the  Wyoming  coal  field.  The  natural 
outlet  for  that  great  regien,  is  by  the  valley  «f  the 
Susquehanna  ;  and  so  soon  as  means  shall  be  pro- 
vided to  accomodate  its  trade,  a  large  amount  of 
tonnage  from  that  scource  may  be  relied  on  with 
confidence. 

Very  much  of  the  business  and  travel  of  the 
Lakes  and  the  West,  destined  to  Baltimore  and 
neighboring  points,  and  thence  back  again,  will 
naturally  take  the  direction  of  this  route.  The 
distance  by  the  Susquehanna  railroad  and  the 
roads  connecting  with  it  from  Elmira  to  Baltimore 
is  252  miles.  From  Elmira  to  Philadelphia  by  the 
same  route,  making  Harrisburg  a  point,  the  dis- 
tance is  275  miles.  The  nearest  railroad  distance 
from  Bufialo  to  New  York  is  420  miles.  From 
Baltimore  to  Bufialo  it  is  401  miles.  Bufialo  is 
conseqently  19  miles  nearer  to  Baltimore  than  to 
New  York.  So  from  Baltimore  to  Dmikirk  the 
terminus  of  the  New  York  and  Erie  Road  it  is  436 
miles;  from  New  York  to  Dunkirk  467  miles,  mak- 
ing a  difierenco  for  Baltimore  of  31  miles.  There 
being  then  such  difference  between  Baltimore  and 
Elmira,  and  New  York  and  Elmira,  there  will  be 


a  propontionate  difference  with  every  point  west 
and  northwest  of  Elmira ;  and  yet  all  the  trade 
and  travel  from  that  direction  destined  for  Balti- 
more and  adjacent  points,  at  i)re8ent  are  compell- 
ed to  take  the  circuitous  route  of  the  City  of  New 
York ;  and  passengers  at  Baltimore,  desiring  to 
reach  Central  or  Western  New  York,  are  compelled 
as  it  were,  to  go  first  to  New  York  a  distance  of  180 
miles,  and  then  they  are  some  20  miles  further  from 
their  point  of  destination  than  they  were  at  Balti- 
mors. 

Such  unequal  facilities  ought  to  bo  more  even- 
ly balanced. 

A  railway  thoroughfare  therefore,  from  the 
Chesepeake  and  the  Deleware  to  the  exhaustless 
resources  of  western  New  York  and  the  lakes,  can- 
not fail,  to  be  a  matter  of  profitable  investment  to 
all  engaged  in  it,  and  vastly  enrich  the  southern 
cities  of  Baltimore  and  Philadelphia. 

Recently  a  bill  to  consolidate  the  roads  on  this 
line  from  Baltimore  to  Sunbuny,  has  passed  both 
houses  <.f  the  Pennsylvania  Legislature,  only  await- 
ing the  signature  of  the  Governor,  which  evinces 
a  determined  spirit  to  push  forward  this  great 
chain  of  of  railway  enterprise. 

The  following  is  the  estimate  in  the  Engineer's 
report,  of  the  amount  of  business  that  will  proba- 
bly be  done  on  the  Susquehanna  road  the  first 
year. 

650,000  tons  coal,  at  $1  per  ton, $550,000 

10,(KX),000  feet  luml>er, 24,300 

12,000  tons  agricultural  products,  at 

3  cts.  per  ton  per  mile, ....      19,440 
15,000  tons  merchandize,  at  4  cts. 

per  ton  per  mile, 32,400 

6,000      "     iron,  at  3  cts.  per  ton  per 

mile, 8,100 

10,000     "     limestone 16,200 

3,000      "     lime,  at   3  cts.   per   ton 

per  mile 4,860 

300  passengers  per  day,  at  2|  cts. 

per  mile 147,825 

-.         Mails, 10,800 

S81 3,926 
Deduct  60  per  cent  for  expensas, 406,963 

Leaves  a  net  profit  of riTTTf . . .  8406,962 

Being  over  20  per  cent,  on  two  millions  of  dol- 
lars. 


Kuoxvllle  and  Kentucky^  Rallroadi 

enoikker's  report. 

Mr.  M.  B.  Prichard,  Chief  Engineer  of  the  East 
Tennessee  and  Georgia  Railroad,  having  made  an 
instrumental  survey  of  the  above  route,  in  order 
to  test  its  practicability,  and  ascertain  its  probable 
cost  of  construction,  has  published  a  report  of  the 
results  of  his  observations,  from  which  we  gather 
the  following  facts. 

The  design  was  to  connect  with  Cincinnati  from 
Danville,  the  western  teriminus  of  the  proposed 
route  from  East  Tennessee  to  the  Ohio  river,  by 
means  of  the  Danville,  and  Lexington,  andLexing- 
ton  and  Covingtonroads,  then  in  process  of  con- 
struction ;  and  wiibLouisville,  by  means  of  a  road 
chartered  and  proposed  thence  to  Danville  as  soon 
as  it  was  found,  that  a  passage  could  be  within  rea- 
sonable terms  of  coat,  the  object  was  considered  at- 
tained at  once;  and  although  there  were  two  routes 
indicated  for  the  passage  of  the  Cumberland  motm 
tains,  yet  only  one  was  surveyed,  that  called 
Wheeler's,  (or  as  designated  apon  Lee's  map  of 
Kentucky)  Walker's  Gap.  The  survey  generally 
follows  that  of  the  Charleston  and  Cincinnati  Com- 
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pany  souie  years  bliice,  as  far  as  Williamsburg,  Ky., 
and  there  it  deviates  towards  Dauville.  Its  gen- 
eral direction  is  westerly  of  North,  and  therefor* 
has  to  cross  the  principal  streams  and  ridges,  and 
one  momilain  range.  The  flrst  six  miles  to  Black 
Oak  ridge,  the  line  proceeds  with  easy  grades  and 
light  work.  This  ridge  is  passed  by  an  open  cut 
60  feet  in  depth,  and  probably  all  earth.  Thence 
it  crosses  Hind's  valley  without  diDSculty. 

It  then  passes  Beaver  ridge,  at  a  water  gap 
made  by  Knob  Fork,  a  tributary  of  Beaver  Creek. 
Crossing  Beaver  Creek,  Copper  ridge  is  reached, 
which,  in  consequeuce  of  the  extraordinary  de- 
pression of  Bull  run,  on  the  west  side  of  this  ridge, 
can  only  be  passed  by  a  tunnel  1000  feet  in  length 
and  a  viaduct  and  embankment  80  feet  above  the 
stream,  and  1200  feet  long.  Passing  next  Bull 
ridge.  Raccoon  Valley  is  crossed,  and  Chesnut 
ridge  is  reached.  The  ridgo  is  high  but  narrow 
on  the  top,  and  a  tunnel  is  thought  preferrable  to 
the  heavy  cutting,  and  the  estimate  is  made  ac- 
cordingly. From  this  ridge  the  line  by  Wolf  Val- 
ley and  Pine  ridge  is  developed,  in  order  to  pre- 
serve the  grade;  and,  passing  the  water  gap  made 
by  Big  dismal  creek,  Clinch  river  is  reached.  The 
distance  from  Kuoxville  to  Eagle  Bend,  the  point 
selected  for  crossing  the  Clinch  is  16  miles,  and  is 
the  hardest  part  of  the  road.  The  line  proceeds 
with  little  difficulty  now  to  the  side  of  Wal 
den's  ridge,  near  the  gap  made  by  Coal  Creek,  a 
distance  of  about  30  miles  from  Kuoxville.  Here, 
and  upon  the  opposite  side  of  the  mountain,  coal 
is  supposed  to  abound  in  great  abundance.  Cross- 
ing Coal  Creek  at  a  high  elevation,  Jts  next  seri- 
ous obstruction  is  a  cut  of  GO  feet  in  depth  and 
great  length,  at  the  Indian  Grave  Gap  of  Cross 
mountain.  The  line  passing  Powell's  Valley,  high 
up  on  the  top  of  Cross  mountain,  follows  the  val- 
ley of  Cove  Creek  to  Pine  mountain,  and  then 
along  its  Westerly  slope  fur  10  miles,untilii  reach- 
es the  valley  of  Elk.  This  valley,  embracing  an 
area  of  about  12  miles  in  diameter,  abounds  in 
iron,  ore  and  coal,  while  its  mountain  sides  arc 
densely  covered  with  timber,  making  it  a  valua- 
ble region  of  country  for  a  railroad  to  intersect. 

From  the  upper  Elk  to  Williamsburg,  Ky.,  a 
distance  of  26  miles,  the  line  is  very  straight,  of 
light  grades,  and  of  easy  construction;  and 
through  a  productive  region,  with  an  abundance 
of  coal. 

The  Cumberland  river  is  crossed  at  Williams- 
burgh,  over  a  bridge  300  feet  Ion?  and  36  feet 
high;  and  from  here  to  Danville  there  is  little  ob- 
struction, except  from  the  precipitous  gorges  of 
some  of  tho  tributaries  intervening,  which,  how- 
ever, it  is  thought,  can  be  overcome  without  much 
difficulty. 

Such  is  the  principal  outline  of  the  country, 
through  which  this  survey  passes  from  Knox- 
ville  to  Danville,  as  surveyed  by  way  of  Walkers 
Gap.  Its  length  will  be  145  miles ;  the  maximum 
grade  60  feet  per  mile ;  the  minimum  radius  of 
curvature  1433  feet.  The  entire  cost  of  the  road, 
built  permanently  and  with  stone  arches  for  cross- 
ings, wherever  snch  structures  are  practicable,  is 
estimated  at  $4,284,661  43.  To  this  add  for 
equipments  and  depots  $2,460  per  mile,  and  it 
gives  cost  per  mile  $32,000  for  the  road  in  full 
working  order. 

A  careful  reconnoisance  was  made  of  the  pas 
8ag«  of  the  Cumberland  range  of  mountains,  by 


the  Big  Creek  gap ;  and  this  line  has  points  of 
preference.  On  this  line  the  gorge  through  Pine 
mounlain  rises  to  the  height  of  1500  to  2000  feet 
above  the  stream,  but  there  is  ample  room  between 
the  cliffs  for  the  railroad  as  well  as  the  river  ;  and 
the  basin  beyond,  through  which  the  line  from 
Elk  gap  passes,  can  be  reached  with  little  difficulty. 

The  distance  from  Powell's  Valley  to  Williams- 
burgh  will  be  about  2  miles  shorter  than  by  Elk 
route,  and  the '  passage  of  the  mountain  summit 
can  be  accomplished  with  greater  ease,  and  at  a 
much  lower  level.  The  great  difficulty  upon  this 
line  will  be  in  getting  out  from  Powell's  valley  to 
Clinch  river,  and  then  to  KnoxvUle.  The  range 
of  ridges  are  higher,  and  there  arc  more  of  them 
than  upon  the  E;igle  Bend  line ;  the  distance  is 
also  enough  greater  from  the  valley  to  Kuoxville, 
to  fully  counterbalance  the  two  mile  level  between 
the  valley  and  WilLiamsburgh.  The  merits  of  the 
two  routes  are  so  nelJrly  counterbalanced,  that  in 
order  to  decide  between  them,  a  thorough  location 
should  be  made  on  both  of  them. 

The  country  between  Williamsburgh  and  Lex- 
ington and  Parrs,  is  said  to  be  favorable,  and  was 
favorably  reported  on  by  the  corps  of  the  Charles- 
ton and  Cincinuati  company.  The  Knoxville  and 
Kentucky  road  will  probably  deviate  at  Williams- 
burgh from  the  Danville  line,  thus  saving  some  36 
miles  to  Cincinnati,  and  losing  nothing  in  tho  dis- 
tance to  Louisville.  On  this  route  the  channel  of 
Kentucky  river  is  very  low,  but  by  following  one  of 
its  tributaries  to  the  river,  it  is  thought  it  can  be 
easily  crossed,  by  constructing  a  heavy  timber 
and  iron  bridge,  supported  by  piers  and  abut- 
ments. The  distance  from  Cincinnati  to  Knox- 
ville, by  either  gap,  will  not  exceed  252  miles,  and 
the  'ength  of  new  road  to  build,  even  taking  the 
Paris    connection,  will  not  be  over  175  miles. 

This  road  has  long  been  talked  of,  and  when  the 
project  is  consummated,  will  throw  open  to  Cin 
cinnati  and  Louisville  a  large  and  valuable  area  of 
country.  •■'.''■.     ;-, 

Jllemphls  and  Cliarle«ton  Railroad. 

Wo  h;ive  tlic  recent  annual  Report  of  the  Com 
pany,  giving  a  history  of  the  operations  for  the 
year  ending  May,  1854.  ..v   ;- 

The  Directors  state  that  their  road,  with  otters, 
has  felt  tho  stringency  of  the  money  market, 
which  has  prevailed  for  nearly  a  year  past.  The 
effect  has  been  to  retard  their  operations  some- 
what, but  the  final  completion  of  the  road  will  not 
be  materially  postponed. 

The  line  of  the  Memphis  and  Charleston  Rail- 
road consists  of  two  divisions,  the  eastern  and 
western.  The  western  division  extends  from  Mem- 
phis to  Tnscumbia ;  the  second,  from  Tuscumbia 
to  the  Nashville  and  Chattanooga  Railroad.  The 
estimated  cost  of  the  eastern  division  is  $2,609,774 
upon  which  S747,366  have  been  expended.  There 
are  still  $665,114  21  of  subscriptions  to  the  capi- 
tal stock  of  this  division  unappropriated,  a  large 
proportion  of  which  is  available,  leaving  a  defi- 
ciency of  $1,107,299  67.  To  supply  this,  bonds 
were  issued  last  June,  but  owing  to  the  depression 
of  the  market  they  were  not  offered  for  negotia- 
tion. The  city  of  Charleston  originally  subscribed 
$260,000,  payable  in  the  stock  of  the  Nashville 
and  Chattanooga  company,  of  par  -,  but  the  com 
pany  declining  to  accept  such  a  subscription,  the 
city  generously  guaranteed  its  par  value. 

Under  such  arrangement,  8,600  tons  of  iron 


were  authorized  to  be  purchased  upon  favorable 
terms.  Mueh  of  this  iron  has  bct-n  purchased 
and  shipped,  and  the  balance  doubtless  will  be  in 
a  short  time. 

The  road  from  Tuscumbia  to  Decatur  was  com- 
pleted and  prepared  for  business  in  September 
last,  and  from  that  time  there  has  l»ecn  realized  a 
gross  revenue  of  $39,252  09.  Deducting  expenses, 
it  has  yieltlcd  a  net  profit  of  S21,G35  08,  equal  to 
8  per  cent,  per  annum  upon  the  capital  invested. 
Last  season  the  road  from  Tuscumbia  22  miles 
west,  was  let  to  responsible  contractors  who  are 
pushing  it  rajjidly  forward.  The  masonry  for  the 
bridge  across  the  Tennessee  river  is  completed, and 
tho  contractors  were  actively  engaged  in  preparing 
the  superstructure  for  erection.  A  large  portion 
of  the  grading  and  masonry  from  Decatur  to  the 
junction  with  the  Nashville  and  Chattanooga  road 
is  finished ;  and  in  the  course  of  18  months,  the 
company  hope  to  have  the  entire  line,  from  22 
miles  west  of  Tuscumbia  to  Coon  Creek  put  io 
full  operation.  There  will  then  be  150  miles  in 
use  in  Alabama. 

The  estimated  cost  of  the  work  upon  the  WeU- 
ern  division  is  $1,983,898  80,  of  which  there  has 
been  expended  $808,866  18,  leaving  $1,175,132  02 
to  be  appropriated.  To  supply  this  there  is  in 
means,  derived  from  Tennessee  and  other  sources, 
$1,207,399  65,  which  leaves  an  excess  of  $32,307  03. 
On  th«  93^2  miles  of  the  main  trunk,  fom  Mem- 
phis to  the  Mississippi  line,  aid  has  been  re- 
ceived and  assured  from  Tennessee  to  the  amount 
of  $935,000. 

With  the  exception  of  about  thrco  miles  in 
Alabama,  west  of  Tuscumbia ;  and  29)^  miles 
within  the  limits  of  the  State  of  Mississippi,  the 
entire  line  from  the  city  of  Memphis  to  the  jnnc- 
tionwith  lh3  Nashville  and  Chattanooga  road,  is 
either  in  successful  operation  or  under  contract ; 
the  grading  and  masonry  are  already  far  advanced, 
and  it  is  entirely  practicable  to  complete  it  in  two 
years,  if  not  in  a  much  shorter  time. 

The  success  of  the  Western  division,  so  far  ns 
completed,  may  be  seen  by  the  following  ; 

The  income  from  that  part  of  the  main  trunk 
of  the  road  and  the  Soraervillc  Branch,  which  was 
in  operation  on  this  division,  for  the  year  ending 
1st  of  March,  1854,  amounted  to  $139  231  60  j 
and  the  net  profits  to  $80,381  48.  When  we  con- 
sider that  the  road  was  not  completed  to  La 
Grange  until  the  1st  of  July,  lfe6;J — that  for  four 
months  of  the  year  it  was  in  opt  ration  for  only  39 
miles;  that  from  July  Isi  to  September  Jst  it'was 
in  operation  for  only  60  milt  s  ;  and  that  fcom  the 
5th  of  September  to  March  the  1st  on, only  03 
miles,  including  the  Somerviile  brNneii — tlicso 
results  must  appear  altt>gether  amazing.  But 
this  is  not  all :  Tliis  income  was  derived  from  an 
investment  of  $776,000.  In  six  months  after  the 
completion  of  the  road  to  LaGrange  and  Somer- 
viile, it  yielded  gross  $104,995  98.  After  deduct- 
ing 42  per  cent,  for  exfjenses,  here  is  a  net  revouuc 
in  six  months  of  $60,497  99,  or  within  a  fracli"  n 
of  8  per  cent,  on  the  investment !  In  thtf  four  lat-t 
months  of  the  fiscal  year,  it  yielded  $77,972  47. 
Deduct  42  per  cent,  for  exj>enses,  and  it  leaves  a 
net  revenue  of  $45,226  28,  or  nearly  six  per  cent, 
on  the  investment.  Let  those  who  are  di^poied 
to  be  skeptical  as  to  the  value  of  railway  invest- 
ments look  at  these  results.  But  we  are  not  yet 
done  :  The  gross  receipts  on  the  108  miks  in 
operation  on  the  two  divisions,  includiug  branches, 
wore  in  the  same  peritxi  $176,483  98,  and  the  net 
tucome  $102,016  66.  The  asgregAte  cost  of  the 
completed  sections  was  Sl,180,0»6  62,  therefore 
the  income  is  equal  to  near  9  per  ceut.  upon  the 
investment.      From  this  showing  it  caonot  b« 
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doubted,  that  the  income  from  those  sections  for 
the  ensuiug  yeai;,  will  pay  at  least  7  per  cent,  upon 
the  S400,000  of  bonds  loaned  by  the  State  of  Ten- 
nessee, and  on  the  #1,200,000  which  are  authorized 
to  be  issued  by  the  Company. 

A  preliminary  survey  has  been  made  of  an  ex- 
tension route,  from  the  point  of  intersection  with 
the  Na.shvil1e  and  Chattanooga  road,  east  to  a 
point  opposite  Cliattanooga,  and  for  a  bridge  to 
connect  with  the  lines  of  railway  centering  at  that 
place.  The  survey  proves  the  route  entirely  prac- 
ticable. The  distance  will  not  exceed  50  miles, 
and  the  cost  SI  ,200,000.  Tennessee  has  granted 
a  charter,  and  aid  to  the  amount  of  SoOO,000; 
and  it  is  expected  that  the  people  along  the  line 
will  furnish  the  balance. 

There  has  been  considerable  difficulty  with  the 
State  of  Mississippi  as  to  the  route  of  this  road. 
The  people  of  this  State  desired  to  have  the  line 
run  by  way  of  Hollij  Springs,  thus  causing  an 
additional  expenditure  of  $650,000,  and  an  increase 
in  distance  of  10  miles.  An  arrangement;  bow- 
ever,  has  finally  been  made  of  the  matter,  between 
this  and  the  Mississippi  Central  Company;  and 
an  act  has  been  passed  by  the  Legislature  of  Mis- 
sissippi :  approved  March  1st,  1854,  which  we  also 
submit,  granting  the  "  ri>^hl  of  tcaij,"  upon  condi- 
tion, with  others,  that  this  company  shall  ratify 
and  oonfirm  the  agreement  mudo  with  the  Missis- 
sippi Central  Railroad  Company.  The  charter 
has  not  been  accepted,  although  it  probably  will 
be,  so  that  the  road  may  not  be  retarded. 

The  following  is  a  condensed  report  of  the 
Treasurers,  applicable  to  the  Eastern  and  Western 
Divisions : 

To  Iron,  &c.,  including  spikss  and  chairs,  with 

duties,  freight,  &c., SSDO.UU  46 

"     Construction,  &c., .   807,492  CI 

"     Equipments, 157,317  80 

"     RightofWay, 2,400  00 

"     Real  Estate  and  Depots 82,902  03 

'■     Personal  Estate  (6  negroes,) 4, GOO  40 

"     Eugineerins:  Expenses  and  Preli- 
minary Surveys, C7,392  3C 

"     Interest  and  Exchange,  &c., 37,300  18 

"     Oeueral  Expenses,  including  Sala- 
ries, Stationery,  Office  Rent  and< 

Incidental  Expenses, '    37,908  79 

"    Cash  &  Available  Means  on  Hand    88,281  73 


abuse  alter  another.    It  may  yet  take  the  lead  as 
a  model  road. 


Sl,875,805  00 


By  Capital  Stock  Paid, $1,264,065  92 

"     Tennessee  Bonds  received, 400,000  01 

•'     Bills  Payable, 9V<,'719  GO 

-  "     Receipts  for  Freights  &  Passen- 
gers,  :  ....S201,704  16 

"     Less     expenses     of 

TransporUtion,..       90,284  75   111,419  47 


$1,875,805  00 


Erie  RallroaU.; 

This  company,  contrary  to  its  custom,  has  not 
reported  the  earnings  oi  the  previous  mouth  at  the 
commencement  of  the  succeeding  one.  The  reason 
a-ssigned  is  the  true  one,  to  wit :  that  the  earnings 
of  a  month  cannot  be  ascertained  until  some  time 
has  elapsed  after  its  close.  Receipts  are  not  net 
ean»ings,  and  the  former  greatly  exceed  the  latter. 
The  custom  of  the  company  has  been  to  mak«  no 
public  distinction  between  the  two.  The  stock 
had  the  benefit  of  the  exaggerated  statement, 
which,  at  the  end  of  the  year,  was  largely  reduced 
from  drawbacks  paid  to  other  companies. 

We  are  glad  to  see  this  company  correctlo;  on© 


Prospccta  of  LiOcomoll've  ButldlnBt 

Herman  Haupt,  Esq,  Chief  Engineer  of  the  Penn- 
sylvania railroad,  makes  an  estimate,  in  his  last 
report,  of  the  amount  of  motive  power  necessary 
o  operate  that  road  under  a  movement  of  1,000,- 
000  tons  of  freight  annually.  He  makes  the  num- 
ber of  freight  engines  300.  The  increasing  busi- 
ness of  this  road  will  require  this  namber,  with- 
out doubt  within  five  years.  The  passengpr  busi- 
ness of  all  kinds,  will  also  require  100  engines  by 
the  end  of  the  same  period.  Here  are  400  er. 
gines,  of  which  79  were  on  the  road  on  the  first  of 
January,  and  32  contracted  for ;  leaving  289  en- 
gines to  be  supplied  in  the  period  named.  The 
whole  amount  of  rolling  stock  to  be  ultimately 
employed  in  the  business  of  the  road  will  cost 
about  $10,000,000. 

The  Superintendent  of  the  Bellefontaine  and  In- 
diana Railroad  in  his  last  report  says  there  is  not 
a  road  in  the  West  that  is  provided  with  any 
thing  like  an  adequate  supply  of  motive  pow- 
er. 

The  present  great  market  for  locomotives  is  the 

West.  The  bulk  of  Western  roads  are  commencing  op- 
erations, but  so  soon  as  they  are  in  a  position  to  ac- 
complish results,  not  singlj',  but  .such  as  are  to  be 
expected  from  the  operations  of  a  great  si/slem. — 
then,  a  vast  business  will  be  thrown  upon  the  lines 
leading  to  the  seaboard,  and  a  large  business  will 
be  offered  our  Eastern  locomotive  builders  at 
home. 

Onr  home  lines,  when  they  attain  an  employ- 
ment equal  to  their  capacity,  and  such  as  less 
than  ten  years  will  give,  will  be  worked  by  a  mo- 
tivts  power  something  as  follows. 

Now  York  and  Erie 450  Locomotives. 

New  York  Central 450  " 

Hudson  River 150  " 

Suubury  and  Erie 200  " 

New  Jersey  Central  and  connec- 
ting   roads,    to   Sunbury   and 

Wilkesbarre 200  " 

Lateral  roads  from  New  York  and 
Erie,  except  those  named  be- 
low  200         " 

Delaware  and  Western 150         " 

Albany  and  Susquehanna 100  " 

Lake  Champlain  line  to  Montreal  75         " 

Harlem  Railroad 76  " 

Ogdenshurg  and  Rome 60  " 

-      2100 

The  roads  named  will  require  an  average  deliv 
ery  of  200  engines  a  year  for  a  long  time  to  come, 
a  number  about  equal  to  the  present  yearly  pro- 
duction at  Patei-son.  ,>•■•  .    .-' • 

The  effect  of  the  construction  and  employment 
of  this  machinery,  upon  roads  directly  engaged 
in  the  trade  of  New  York  can  hardly  be 
estimated.  It  will  cover  our  stale  with  a  dense 
population  and  make  every  township  productive. 
It  will  clear  our  forests,  open  our  mino.s,  cultivate 
our  fields  and  increase  our  flocks  faster  than  ever 
before.  So  will  it  extend  our  commerce,  and  de. 
velope  our  industry  in  a  similar  ratis. 

For  every  year,  these  Locomotives  will  draw 
over  fifty  million  tons  of  wealth,  grain,  lumber, 
iron,  coal,  salt  and  provisions  to  the  seaboard, 
and  an  equivalent  of  manufactured  exchanges  and 
foreien  products  in  return. 

Locomotive  builders  are  guaranteed  a  vast  busi- 
ness.   It  is  a  business  whose  patrons  are  in  all  of  the 


States.  And  although  in  none  will  railroads  be 
more  employed  than  those  immediately  tributary 
to  the  great  commercial  center  of  the  country, 
yet  they  will  bo  generally  required  for  the  inter, 
nal  wants  of  nearly  all  other  portions.  If  capital 
becomes  abundant  for  the  construction  of  roads, 
there  will  be  2000  locomotives  required  yearly  for 
several  years.  The  increase  of  equipment  is  not 
merely  in  proportion  to  the  extent  of  new  lines 
opened,  but  also  upon  the  additional  business 
thereby  brought  upon  the  old  ones,  which  increase 
alone  is  very  rapid.  Within  five  years  from  now, 
depreciation  of  locomotives  already  built  will  re- 
quire about  500  for  yearly  renewals. 

The  present  production  of  locomotives  in  the 
United  States  is  about  1200  per  annum,  but  upon 
the  general  revival  of  railroad  progress  through- 
out the  West  this  production  will  be  inadequate. 

Railroad  companies  would  do  well  to  recollect 
that  actively  employed  rolling  stock  is  the  most 
productive  part  of  their  investments,  and  that  in- 
capacity in  that  single  respect  is  the  most  serious 
obstacle  in  the  way  of  developing  a  heavy  busi- 
ness. 


Mobile  and  Olilo  Railroad. 

The  fifth  annual  report  of  this  company  presents 
the  following  exhibit  of  its  affairs.  The  condition 
of  the  work  on  the  line  of  the  road  will  be  best 
seen  from  the  report  of  the  Chief  Engineer,  John 
Childe,  Esq.,  which  we  give  entire  ; 
To  SiuNEY  Smith,  Esq., 

President  of  the  Mobile  and  Ohio  Railroad  Co. 

For  the  information  of  Directors  and  Stockhold- 
ers, I  have  the  honor  to  submit  the  following  re- 
port of  the  Construction  Department  of  their 
road  : 

It  will  be  recollected  that  in  April,  1853,  con- 
tracts for  graduation  had  been  made  for  the  entire 
line  from  Citronelle  to  the  State  line  of  Kentucky, 
with  the  exception  of  a  few  miles  of  light  work  in 
North  Mississippi  and  Tennesssce ;  all  of  which 
have  been  subsequeintly  disposed  of,  and  the  re- 
mainder of  the  line  through  Kentucky,  terminat- 
ing on  the  Ohio  river  at  Paducah,  placed  under 
contract  to  be  completed  ready  for  iron,  as  fol- 
lows :  fifteen  miles  next  the  river  by  the  1st  of 
April,  1854,  and  the  remainder,  to  a  junction  with 
the  main  line  from  the  mouth  of  the  Ohio  river, 
by  the  Ist  of  November,  1854,  simnltaneoiisly  with 
the  completion  of  the  contracts  through  Tennessee 
and  Mississippi.  Of  the  main  line  through  Ken- 
tucky, that  portion  only  has  been  contracted 
which  lies  in  Hickman  rounty,  including  the  Co- 
lumbus, Kentucky  branch;  leaving  thirty -one  and 
a  half  miles  in  Fulton  and  Ballard  counties  to  be 
disposed  of.  This  small  portion  of  the  line  has 
been  postponed,  for  the  purpose  of  securing  the 
right  of  way  and  the  required  amount  of  subscrip- 
tions from  the  people  of  those  counties,  who  alone, 
of  all  the  counties  on  the  route  of  the  road,  have 
to  the  the  close  of  1853  been  unmindful  of  their 
own  interests  by  not  advancing  the  road. 

Two  hundred  thousand  dollars  are  required 
from  both  counties,  fifty  from  FuUon,  and  one  hun- 
dred and  fifty  from  Ballard  ;  and  as  the  road  can- 
not be  placed  in  these  counties  respectively,  until 
the  required  amounts  are  raised,  it  is  believed  ac- 
tive measures  will  be  taken  therwfor.  Tlie  Colum- 
bus, Mississippi,  branch  was  placed  under  contract 
in  June  of  1853,  to  be  completed  in  the  spring  of 
1854.  Recapitulating,  we  have  in  progress  ol  con- 
struction, at  this  time,  all  of  the  main  road,  ex- 
cepting the  two  counties  above  named,  equal  to 

462  miles; 

All  of  the  Paducah  branch 69      " 

All  of  the  Columbus,  Ky.,  branch      6      " 
All  of  the  Columbus,  Miss.,    "         14      " 

ToUl 640  mUet. 
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PROGRESS    OF    THi:    WORK. 

First  Division. — From  Citronelle  to  ihc  line  of 
Lauderdale  county,  Mississippi,  9.35,j'  miles — all 
the  heavy  and  difficult  work  is  completed,  and  the 
remainder  so  far  advanced  that  no  part  of  it  for  a 
day  can  detain  the  track,  if  laid  with  all  practica- 
ble speed. 
Upon  the  first  50 j^^  miles  of  this  distance 

the  value  work  done  to  1st  March, is.  .$282,137 
Value  of  do.  to  complete  the  same  ready 

for  the  tracks ".      18,360 

Upon  the  remaining  43  miles,  all  light 

work,  amount  done  to  the  1st  of  March, 

is 111.760 

Do.  to  be  done  to  complete  the  same  ready 

for  the  tracks 118,763 

Thus  for  the  93^.^  mile,  less  than  one-fourth  of 
the  work  ia  yet  to  be  executed,  exclusive  of  the 
laying  down  of  the  tracks,  and  so  arranged  thai 
the  cars  may  be  run  1 26)^2  miles  from  Mobile  so 
soon  as  84  miles  of  tracks  can  bo  laid,  all  the  iron 
for  which  is  on  hand,  and  the  timber  is  in  an  ad- 
vanced stage  of  delirery. 

Secojul  Division. — Extending  through  Lauder- 
dale to  Kemper  counties,  Mississippi,  and  59  miles 
in  length,  embracing  the  heaviest  grading  of  the 
whole  road.  During  the  past  year  white  labor 
was  here  relied  upon,  but  not  half  enough  of  it 
could  be  obtained  to  fully  man  the  work ;  yet,  the 
value  of  work  done  to  the  Ist  of  March  upon  the  59 
miles  is  §134,797,  leaving  to  be  done  exclusive  of 
timber  and  tracks,  the  value  of  $193,189.  This 
division  is  now  provided  with  a  force  of  white  men 
and  negroes,  sufficient  to  complete  it  in  all  of  this 
year,  and  before  the  tracks  can  approach  it  from 
the  South  and  North  as  contemplated. 

T/iird  Division. — Extends  through  Noxubee, 
LownJes,  Monroe  and  Chickasaw  counties,  Missis- 
sippi— length  82^4  miles.  This  division  is  gene- 
rally light  work,  and  nearly  all  in  the  hands  of 
planters,  who  being  allowed  two  years  by  their 
contracts,  for  the  cxecutiou  of  the  work,  which 
might  be  done  in  one,  they  have,  in  many  instan- 
ces, postponed  a  beginning  till  this  spring.  The 
returns,  therefore,  do  not  show  as  much  done  in 
proportion  as  upon  the  1st  and  2d  divisions;  yet 
two-fifihs  of  all  ihe  earth-work  is  now  done,  with 
bricks  and  cement  furnished  for  au  equal  or  great- 
er proportion  of  the  masonry. 

The  determination  of  all  the  contractors  on  this 
division  is  to  finish  their  work  in  all  of  this  year, 
and  as  they  control  three  times  more  men  than  are 
required  for  that  purpose,  there  can  be  no  doubt 
of  their  success. 

From  a  central  point  of  this  division,  the  branch 

road  puts  out  to  Colnmbus  upon  the  Bigby  river, 
the  graduation  of  which,  including  timber  for  the 
tracks,  ia  now  two-thirds  done,  and  all  necessary 
arrangements  made  for  its  completion  by  t!  c  first 
of  July  next. 

Iron  rails  for  this  branch  and  for  seven  miles  of 
the  main  road  have  been  ordered  to  Columbus, 
and  preparations  made  for  laying  track  thence,  as 
early  as  the  1st  of  June,  consequently  this  branch 
will  be  iM  running  order  by  the  1st  of  September, 
and  track-laying  begun  in  Lowndes  county  upon 
the  main  line,  in  both  directions  from  the  branch 
junction. 

By  shipping  iron  up  the  Bigby  river  during  all 
of  tho  next  winter,  the  tqacks  will  be  continued 
South  to  meet  the  completed  road  in  Lauderdale 
county  and  North  to  the  Pontotoc  line.  To  the 
latter  point,  under  this  arrangement,  the  road  can 
be  completed  and  cars  running  by  the  1st  of  Sep- 
tember, 1865. 

Fourth.  Division. — Extends  from  Chickasaw 
county  to  the  Tennessee  State  line,  06>2  miles  in 
length,  and  was  the  last  work  pliw^d  under  con- 
tract in  April,  1863. 

Two  fifths  of  the  earth-work  is  now  done,  and 
preparations  made  for  masonry  and  bri«lging. 
The  force  designed  to  be  placed  on  this  division, 
so  soon  a-t  the  spring  rains  are  ovt-r,  will  complete 
nine-tenths  of  it  in  twelve  months,  and  the  heavy 
points  (of  which  there  are  three)  in  eighteen  to 
twenty-four  months. 

Fiftk  Divifon. — Exteudlng  through  the  State  of 


Tennessee,  is  118^2  miles  long,  one-third  of  the 
earth- work  is  nearly  done,  and  two-sevenths  of  the 
whole  value  of  all  work  graduation  completed. 
The  work  is  generally  light  upon  this  Division  ;  is 
all,  excepting  three  Divisons,  in  the  hands  of  plan- 
ters, who  can  and  will  complete  it  ready  for  tho 
iron,  witfiin  the  present  year,  and  furnish  timber 
for  the  tracks  during  the  first  three  or  four  months 
of  1856. 

Sixth  Division. — Consists  of  the  Main  line  in 
Kentucky,  40  miles  in  length,  a"d  the  Paducab 
and  Columbus  branches,  respectively  59  and  5 
miles  long ;  making  the  toUil  length  of  the  divi- 
sion, main  road  and  branches,  104  miles ;  of  which 
72^-^'  are  in  progress.  The  Paducah  branch  is  all 
in  the  hands  of  one  efficient  Company,  who  have 
now  15  miles  at  the  Paducah  end  nearly  ready  for 
the  tracks,  and  can  complete  tho  whole  by  the 
1st  of  December  next.  Thirteen  and  a  half  miles 
in  Hickman  county,  Kentucky,  including  the  Co- 
lumbus branch,  hits  made  some  progress  to  the 
amount  of  $5,000,  but  will  be  urged  rapidly  on, 
so  soon  as  the  remaining  31^  miles  in  Fulton  and 
Ballard  counties  can  be  put  under  contact.  Iron 
rails  have  been  ordered  to  Paducah  in  moderate 
quantity,  that  tho  track-laying  may  be  commen- 
ced as  early  as  practicable.  With  a  continued 
supply  of  rails  at  Paducah,  the  tracks  may  reach 
Jackson,  Tennessee,  by  the  1st  of  October,  1855, 
and  tho  heavy  work  in  North  Mississippi  by  the 
time  the  road  reaches  there  from  the  south  ;  which 
with  proper  dilligence  by  the  contractors  in  pre- 
paring the  road-way,  and  by  the  Company  in  fur- 
nishing the  rails,  ought  not  to  extend  beyond  the 
Ist  of  June,  1856. 

The  tracks  are  now  laid  about  ten  miles  abovo 
Citronelle,  and  will  be  hereafter  continued  unin- 
terruptedly uutill  the  whole  road  shall  be  comple- 
ted. 

The  value  of  all  work  done  on  the  Road  is  as 
follows ;  •« 

Mobile  to  Citronelle,  33  miles $500,000 

1st  Divison — To  Lauderdale  county,  Miss. 

93^8  miles 394,000 

2d  Division — To  Noxubee  county.   Miss. 

59  miles 135.000 

id  Division — To  Pontotoc  county,  Miss.,     -;     ^^ 

(including  the  Columbus  branch)   96^^ 

miles 180,000 

ilh  Division — To  Tennessee  State  line, 

66)^  miles 63,000 

5/4  Division — To   Kentucky  line,    118j^2 

miles 144,000 

6th  Division — To  the  Ohio  river  at  Padu- 
cah, and  the  Hickman  county  contract, 

miles 50,000 


m 


Total  for  Grading  and  43  miles  laid $1,450,000 

Value  of  rails,  bolts.  &c,  on  hand  at  Ci- 
tronelle for  64  miles  of  Road 450,000 

Right  of  Way,  Engineering  and  Contin- 
gent expenses '.  ....       150,000 


Making  a  total  of  work  done,  machine- 
ry and  rails,  of . S2,066,000 

Besides  which,  there  are  8,100  tons  oi  rails  now 
ariiving  from  Messrs.Thompsondt  Forman,  which, 
with  previous  purchases  will  complete  147  miles 
of  the  main  road,  and  28  miles  of  the  Columbus 
and  Paducah  branches. 

Notwithstanding  the  hard  times  for  money,  the 
collections  of  instalments  have  invariably  kept  a 
head  of  the  local  work,  and  so  long  as  the  present 
good  feeling  exists  throughout  the  line,  based  as 
it  is  upon  confidence  in  the  merits  of  the  road  as 
a  stock  investment,  and  upon  the  want  of  it  as  a 
commercial  avenue,  tlie  Treasurers  will  not  be 
troubled  to  meet  the  requisitions  for  the  work. 
Stockholders,  however,  must  at  all  times  bear  in 
mind,  that  to  have  the  work  done  quickly,  they 
must  pay  promptly. 

The  planters  on  the  route  have  lost  on  an  aver- 
age $8  per  bale  on  their  last  year's  crop  of  cotton, 
in  consequence  of  not  getting  it  to  market  as  soon 
by  three  months,  as  they  would  have  done  by  the 
road.  At  least  two  hundred  thousand  bales  are 
grown  in  counties  coutuigous  to   the  road,   upoul 


which  the  loss  sustained  this  year  is  $1,600,000; 
and  this  is  the  second  crop  in  three  years,  upon 
which  this  loss  has  fallen  by  late  rivers  and  de- 
pressed prices. 

The  subscribtious  for  the  Tennessee  River 
branch  are.nearly  to  the  amount  required.  It  is 
now  expected  that  the  contracts  can  be  made 
therefor  in  May  next. 

The  State  of  Tennessee  has  given  another  proof 
of  her  wise  and  lilK'ral  policy,  by  amending  her 
Internal  Iniprovemont  law  of  1852,  and  granting 
$10,<)00  per  mile  to  the  Mobile  and  Ohio  Railroad 
and  several  other  roads,  instead  of  88,000  as  be- 
fore. 

The  Tusc.iloosa,  Gainesville  and  Mis.'iis.siitpi  Rail- 
road Comi)any  are  now  seeking  a  direct  line  of 
road  from  the  Warrior  coal  ticlds  to  the  Mobile 
road.  When  built  it  will  be  one  of  the  most  va- 
luable tribuUiries  to  your  road  and  City.  Should 
this  fail,  the  line  chartered  from  Tuscaloosa  via 
Eutaw  and  Livingston,  will  put  you  in  connection 
with  the  fame  coal  fields,  but  loss  favorably,  on 
account  of  greater  distance  and  consequent  great- 
er cost  of  coal  transportation. 

In  addition  to  the  connecting  roads  mcnliooed 
in  the  last  annual  report,  two  ^others  are  projected 
and  justly  merit  the  co.ifidence  and  the  support  of 
the  people  to  be  accomodated  by  them.  The  fir.st 
is  from  C(oflfeeville,  running  near  Greensborough 
and  Philadelphia,  Miss.,  to  the  Mobile  and  Ohio 
Railroad  at  or  near  Enterprise  in  Clarke  county. 
Eventualiy,  this  line  will  be  extended  via  Panola 
and  Fernando  to  Memphis,  Tenn. 

The  sed^nd  is  from  Columbus,  Miss.,  to  Decatur, 
Ala.,  to  cpnnect  with  your  Columbus  branch.  It 
is  represduted,  by  the  very  competent  Engineer, 
who  has  jexamiuetl  it,  as  a  cheap  and  feasible 
route  for  [construction  of  a  railroad.  But  this  is 
not  the  pfjice,  nor  is  it  my  province  to  discuss  4ii»e 
merits  of  connecting  roads.  I  wish  merely  to  in- 
vite the  a  .teutibn  of  all  parties  interested  A""  or 
against  tt  e  Mobile  and  Ohio  Railroad,  to  the  true 
reason,  w  ly  so  many  railway  lines  north  of  the 
32d°  jiara  llel  of  latitude  are  converging  to  a  junc- 
tion with  the  Mobile  road.  It  is  because  the  Mo- 
bile Bail  i )  the  natural,  nearest  and  best  sonthern 
outlet  by  railway  for  all  men  living  between  the 
Alloghany  MouuUiius  and  the  Mississippi  Rivi;r 
north  of  1  ititude  32,  including  also,  the  States  of 
Missouri  and  Iowa,  and  the  Mobile  road  presents 
the  shorU  st  and  cheapest  trunk  liuo  of  travel  to 
that  Bay. 

This  is  proved  by  three  prominent  points 
through  vbich  most  of  the  travel  must  pass. 
Jackson, '  Van.,  will  be  at  least  95  milcsfarther  from 
New  Orleiins  by  the  Great  Northern  and  Mississip- 
pi Central'Roads,  than  from  Mobile  by  the  Mobile 
and  Ohio  Railroad.  Stishv\Ur,  7\nn.,  will  be  94 
miles  neaier  to  Mobile  via  the  bend  of  the  Tenn- 
essee River  and  the  Mobile  and  Ohio  Railroad, 
than  to  N(  w  Orleans  via  the  Chickasaw,  Aberdeen 


and  Great 


I 


Northern  Road ;  and  the  point  of  inter- 


section of  the  two  latter  roads  will  be    110  miles 
nearer  Mo  bile  thau  New  Orleans. 

Take  these  facts  in  connection  with  the  su|>eri- 
or  charact  Br  of  Mobile  Bay  for  accessibility  and 
depth  of  V  ater,  over  the  largest  river  entering  tJie 
Gulf,  and  lo  man  need  lose  faith  in  the  success  of 
the  Mobile  road,  let  him  be  ever  so  timid,  or  mon- 
ey afikirs  (sver  so  tight.  Allow  me  the  liberty  to 
repeat,  wbat  1  know  to  be  true,  that  the  Mobile 
and  Ohio  Railroad  possct>ses  more  fully  all  the 
leading  eltmeiits  of  success,  as  a  stock  investment 
and  commercial  avenue,  than  any  other  Hue  of 
RaiIro.-\d  in  the  United  States,  without  exception. 
Resting  iii>on  this  undeniable  character  of  the 
road,  the  [)eople  of  the  country  along  its  whole 
length  are  steadily  progressing  with  the  work,  and 
will  continue  to  progress  until  finished,  geneiall/ 
within  the  period  of  their  contracts. 

The  trai  is  have  been  run  with  conimondablo 
regularity  between  Mobile  and  CilnHiolle  during 
the  past  year,  supplying:  the  city  with  brick,  woml, 
lumber  am  small  crops — the  contractors  on  the  . 
line  abjve  with  tools  and  provisions —and  for  the 
road  extension  7,000  tons  of  rails  from  Mobile. 

The  Treasurer  will  furnish  you  with  an  abstract 
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of  gross  earnings,  expenses  and  net  income  for  the 
ye«r. 

During  tlie  epidemic  last  summer,  many  persons 
escaped  l>y  tbo  road  to  places  of  safety  in  the 
couiiiry,  whilst  olbcrs  afflicted,  received  timely 
assistance  with  tlie  speed  which  a  locomolivo 
alone  can  give.  To  the  Resident  Engineer  of  the 
1st  Division,  John  W.  Goodwin,  Esq.,  was  entrus- 
ted the gemral supervision  of  the  Running  Depart- 
ment. Of  him  ai;d  his  associates,  it  is  but  justice 
to  say,  they  merit  tiie  thanks  of  the  company  for 
thi  ir  persc-vering  faithfulness,  whilst  death  tooli 
more  than  half  their  number,  but  could  not  drive 
them  from  the  post  of  duty. 

With  higji  regard,  I  am  yours, 

JOHN  CHILDE, 
Chief  Engineer  and  General  Agent. 
"Wednesijay,  March  8,  1864. 
At  an  eloctiou  by  ihe  stockholders,  held   this 
day  at  the  office  of  the  Mobilo  and  Ohio  Railroad 
Company,  the   following  named  gentlemen   were 
elected  Directors  for  the  ensuinjr  year,  viz  : 

James   Whiifield,    Mississippi,   Milton    Brown, 
Temiessee,  Sidney   Smith,  Francis  B.   Clark,    J. 
-   Emanuel,  Duke  W.  Goodman,  R.  Lee  Fearn,  Da- 
vid StoddfT,   H.  A.  Scbroedtr,  Newton   St.  John, 
.    Moses  Waling,  Charles  Walsh,  Hillary  Foster. 

At  »  meeting  of  the  Board  held  March  16th,  at 
their  office,  Sidney  Smith,  was  unanimously  re-e- 
K'Ctvd  President  of  the  Company,  and  A.  F.  Irwin, 
Secretary  and  Tn  asurer.  The  following  gentle- 
.  men  were  fleeted  mcmbeis  of  the  Executive  Com- 
minee  f  ir  the  ensuing  year:  Francis  B.  Clark, 
tuairman,  J.  Emanuel,  Duke  W.  Goodman. 

The  Report  of  the  Directors  states  Iho  receipts 
of  the  Company  up  to  February,  1854,  to  be 
$1,518,028 ;  amount  paid  out  Sl,472,761  ;  amount 
of  work  due,  and  value  of  materials  on  hand, 
•  $2,056,000.  The  Company  have  not  yet  made 
sale  of  any  of  their  securities,  the  local  stock  sub- 
80  iplion  being  sufficient  to  prepare  the  road  bed 
for  the  rails.  To  meet  the  payments  duo  on  these, 
of  which  15,000  tons  have  been  purchased,  th» 
company  obtained,  at  the  last  session  of  the  Legis- 
lature, a  loan  from  the  State  of  $400,000. 

The  company  proposed  fo  create  a  funded  debt 
of  $6,000,000,  based  upon  the  entire  cost  of  the 
road,  and  upon  the  value  of  1,156,658  acres  ol 
laud,  granted  by  the  general  government,  and 
lying  upon  the  line  of  the  road.  At  the  low  esti- 
mate of  five  dollars  per  acre,  the  lands  alone  are 
worth  nearly  as  much  as  the  total  proposed  in- 
debtedness of  the  company.  In  addition,  the 
company  have  over  $6,000,000  of  solvent  stock 
subscriptions.  The  proposed  funded  debt,  there- 
fore, is  abundantly  secured  under  the  present  state 
of  things.  Howevei ,  it  is  not  thought  best  to 
force  sales,  but  to  wait  a  more  favorable  state  ot 
the  market.  In  the  mean  time,  the  work  will  be 
carried  forward  with  such  despatch  as  the  domes- 
tic means  of  the  Company  will  allow.  Upon  a 
favorable  change  in  monetary  affairs,  no  doubt  i^ 
enterta  ned  that  the  lands  of  the  company  wiL 
And  a  ready  market. 

Since  the  previous  report,  the  State  of  Tennes- 
see has  increased  the  amount  which  she  is  to  loai 
to  the  company  from  38,000  to  $10,000  per  mile; 
a  sum  sufficient  to  cover  the  superstructure  ir 
that  State. 

With  the  exception  of  the  fact  that  the  Co.  have 
not  sold  their  lands,as  rapid  progress  has  been  mad« 
as  was  expected.  The  work  of  graduation  is  pro- 
gressing rapidly  upon  every  part  of  the  line.  Thi 
public  sentiment  of  tho  country  traversed  is  Ix- 
coming  more  and  more  favorable  toward  the  pro- 
ject. Its  importance  ami  value  is  being  bettei 
OQderstood.   The  project  is  daily  becoming  strong-  , 


er  in  itself,  a  fact  which  will  exert  a  favorablo 
influence  upon  the  price  of  the  bonds  when  offered 
for  sale. 


Georgia  KMllroadt 

Th«  recent  report  of  this  company  presents  the 
following  statement  of  the  operations  of  the  road 
for  the  year  ending  March  31,  1854: 

Total  receipts  from  the  road $931,767  00 

Total  exiHJuscs  on  account  of  the  same  688,652  00 


Nett  profits $i(43,214 

The  gross  earnings  of  the 

Bank  have  been $93,093  62       ^7  :..:<. 

Charged,  with  interest  on  ...       .,,.,.*• 

bonds,  taxes,  and  ex-  ,/    ■. 

peuses 74,547  61 


00 


Leaving  nett  profits  from  Bank . 


18,546  01 


Nett  profits  of  the  Company  from   all 

sources $361,760  74 

Add  amount  standing  to  credit  of  sur- 
plus profits  on  31st  March 80,480  36 


Makes  a  total  of  surplus  profits  on  that 
date  of $442,241  09 

From  this  two  dividends  have  been 
ileclared  of  $4  per  share  each, 
amounting  to 826,240  00 


Leaving  to  credit  of  reserved  fund.$llt;,001  09 

The  report  next  proceeds  to  remark  upon  the 

expenditures  for  tho  road  during  tho  past  year, 

together  with  other  subjects  connected  with  the 

affairs  of  the  Company,  which  wo  copy : 

"  The  extra  outlays  for  the  road  for  the  past 
vear  have  been  large,  but  not  larger  than  the 
Stockholders  were  led  to  expect  from  tho  last  an- 
nual report.  They  have  been  for  new  work,  and 
therefore  add  to  the  permanent  value  of  the  pro- 
perty of  the  Company.  It  is  not,  however,  pur- 
posod  to  increase  the  capital  stock,  or  make  new 
oans,  and  they  have  therefore  been  charged  upon 
the  income,  and  diminish  the  surplus  profits  to  that 
extent.  It  will  be  seen  that  those  extra  expendi- 
tures amount  to  $163,589  62,  which  deducted  from 
the  amount  of  expenses  and  expenditures  chargf  d 
upon  the  income,  leave  a  balance  ot  $424,963  lb 
for  tho  ordinary  current  expenses  of  the  year. 
This  shows  a  decrease  of  ordinary  current  ex- 
pen.'os  compared  with  the  previous  year  of  $7  - 
796  78.     Thus : 

Ordinarv  current  expenses  for  1862-53  $432,759  96 
"    *        "  "         "  1863-54   424,963  18 


$7,796  78 
"  The  Directors  had  hoped  that  the  outfit  in  cars 
4nd  engines  would  be  fully  sufficient  f<^r  the  actual 
)r  prospective  business,  and  that  no  further  de- 
uand  upon  our  income  would  be  made  on  this  ac- 
.;onnt,  except  for  repairs  and  renewals  sufficient  to 
^eep  up  the  existing  stock  This  hope,  however, 
vas  partly  based  on  tie  assumi>tion  that  other  con- 
lecting  roads  would,  before  this,  have  furnished 
their  full  quota  of  rolling  stock,  which,  as  yet, 
vhey  have  failed  to  do.  It  is,  therefore,  very  desi- 
rable, that  our  outfit  should  be  increased,  for  rea- 
sons stated  by  the  Supeiintendent,  and  absolutely 
lecessary  that  liberal  outlays  should  be  made  for 
ihe  renewal  of  the  iron  beyond  Madison.  For  the 
atter  purpose  the  Board  believe  that  the  estimate 
>f  the  Superintenlent  is  full  low,  and  should  be 
atber  increased  than  diminished. 

"  The  Nashville  and  Chattanooga,  and  Atlanta 
ind  Lagrange  roads  have  also  been  completed 
<ince  our  last  annual  con  /ention,  and  we  have  no» 
ontiouous  lines  of  Railroad  communication  from 
Maine  to  Montgomery  .Alabama,  and  from  the  same 
>oint  to  Nashville,  Tenn.  From  these  important 
xtensions,  great  advantages  to  our  road  have  been 
iDticipHted,  and  an  increase  of  about  33  per  cent. 
n  the  business  of  the  last  month  over  that  of  April, 


1853,  may  be  mainly  attributed  to  these  important 

cixtcQsions.    The  unsurpassed  fertility  of  Middle  |  of  the  witnesses  could  remember  whether  there 


Tennessee,  must  always  furnish  a  heavy  tonnage 
to  tho  Nashville  and  Chattanooga  Railroad  and  its 
eastern  connections,  and  we  may  well  congratulate 
the  stockholders  of  that  company,  who  after  en- 
countering many  difficulties  and  delays  in  their 
mountain  sections,  have  at  length  reached  a  con- 
summation of  their  labors. 

"  It  will  be  seen  that  the  gross  earnings  of  this 
road  the  last  year  have  decreased,  as  compared 
with  the  previous  year,  the- sum  of  $2,366  49. 
This  result  is  highly  encouraging,  when  we  consider 
that  the  decrease  on  thu  articio  of  cotton  alone  was 
equal  to  $54,000,  as  will  be  seen  by  the  report  of 
the  Supi'rintendent.  This  falling  off  in  cotton  was 
alone  occasioned  by  a  short  crop  in  that  section 
tributary  to  our  road.  That  this  large  item  shouli 
have  been  nearly  made  up  by  a  healthy  increase 
in  other  branches  of  traffic,  was,  perhaps,  scarcely 
expected  by  the  stockholders. 

"  Mr.  Arms,  who  was  long  connected  with  our 
road  as  Su{)erintendent  of  Transportation,  and  in 
that  capacity  conducted  the  business  of  that  de 
partmcnt  with  great  ability,  left  the  service  of  the 
company  in  January  last,  to  take  charge,  as  Chief 
Engineer,  of  '  the  Savannah  River  Valley  Rail- 
road.' Mr.  George  Yonge,  late  Superintendent  of 
the  State  Road,  has  been  selected  to  fill  the  vacan- 
cy, and  the  Directors  are  pleased  to  say  that  they 
believe  Mr.  Yonge  eminently  qualified  for  the  du- 
ties expected  of  him." 

The  following  gentlemen  have  been  elected  Di- 
rectors of  the  Company  for  the  following  year: 
John  P.  King,  President;  Hays  Bowdfe,  B.  H. 
Warren,  Joseph  C.  Fargo,  Wm.  D.  Conyers,  Jno. 
Cunningham,  Jas.  W.  Davies,  Samnel  Barnett, 
John  Bones,  Thos.  N.  Hamilton,  Elijah  E.  Jones, 
Antoine  PouUain,  A.  J.  Miller,  Thos.  Barrett, 
Thos.  B.  Phinizy,  Wm.  M.  D'Antignac. 

We  learn  that  President  King  announced  to  the 
convention  his  purpose  to  resign  bis  office,  either 
before  or  after  the  expiration  of  th3  present  term. 

Journal  ot  Rallroail  Ii«w> 

DUTIES    or   CITY    RAILROAD   COMPANIES. 

Below  is  the  charge  of  Judge  Duer,  of  the  Su- 
perior Court,  in  the  late  case  of  Button  against  the 
Hudson  River  Railroad  Company. 

The  doctrine  of  the  Judge,  purporting  that  rail- 
road companies  are  bound  to  use  the  utmost  degree 
of  care,  and  are  accountable  for  the  slightest  de- 
gree of  negligence  when  damage  results  from  it,  is 
by  no  means  novel.  It  is  the  general  rule  with 
regard  to  all  public  vehicles,  whether  runni.igon 
railroads  or  on  common  roads,  that  slight  faults, 
unskilfulness  or  negligence,  either  as  to  the  com- 
petence of  tho  carriago,  or  the  act  of  driving  it, 
may  render  the  owner  fesponsible  in  damages  for 
injuries  sustained  by  {)assengers.  They  are  to  be 
transported  as  safely  a^  human  care  and  foresight 
will  permit.  Sec.  2,  Kent's  Com.  601,  and  the 
authorities  there  cited. 

This  was  an  action  brought  by  Margaret  But- 
ton, as  administratrix,  to  recover  damages  for  the 
loss  of  her  husband,  who  was  run  over  by  the  cars 
of  the  company,  on  the  comer  of  Christopher  and 
West  streets,  on  the  evening  of  the  4th  of  Novem- 
ber, 1863. 

It  was  supposed  that  he  was  first  knocked  down 
and  run  over  by  the  baggage  car,  and  subse- 
quently, by  the  fiist  passenger  car,  it  being  in 
evidence  that  he  was  lying  on  the  track  at  the 
time  the  passenger  car  ran  over  him.  The  de- 
fendants, however,  gave  in  evidence  some  testi- 
mony tending  to  show  that  Mr.  Button  had  been 
drinking,  and  was  probably  intoxicated  at  the 
time,  and  they  alleged  that  the  accident  was  the 
result  of  his  own  carelessness,  and  not  of  any 
fault  on  their  part.  It  was  proved  that  the  horses 
usually  carried  bells,  and  that  there  were  bells  on 
the  horses  attached  to  the  passenger  car,  but  none 
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were  bells  on  the  horses  of  the  baggage  car  or  not. 
No  lights  were  carried  on  the  front  of  the  car,  and 
the  driver  U'Stified  that  be  was  not  able  to  see 
further  than  his  leaders'  heads;  that  although 
lights  immediately  in  front  be  of  no  service  in 
lighting  the  track,  yet  it  was  shown  that  light 
might  be  placed  on  the  side  ot  the  cars  in  such  a 
way  that  they  would  throw  light  on  the  track  for 
some  distance  in  advance.  Damages  were  laid  at 
$6,000- 

His  Honor,  Judge  Ducr,  instructed  the  Jury  as 
follows : 

By  the  rules  of  the  common  law,  no  a  tion  could 
be  maintained  for  the  recovery  of  damages  for  inju- 
ry to  the  person  after  the  death  of  the  ii.jiued  party, 
but  the  statute  upon  which  tiiis  action  is  founded 
has  remedied  that  defect,  and  now,  where  death 
results  from  the  injury,  gives  to  the  representatives 
of  the  deceased  party  an  action  for  the  recovery 
of  damages.  The  action,  however,  can  only  be 
maintained  where,  if  the  injured  party  had  sur- 
vived the  accident,  he  could  have  maintained  an 
action  in  his  own  name  ;  and  consequently,  every 
defence  that  could  have  been  urged  against  the 
recovery,  bad  the  party  not  been  killed,  and  bad 
he  brought  the  action  in  his  own  name  for  his  per- 
sonal injury,  may  still  be  set  up  by  the  defendant 
in  this  suit.  Now  it  is  a  rule  of  the  common  law 
that  where  a  party  seeks  to  recover  damages  for 
injuries  occasioned  by  the  neglect  or  carelessness 
of  the  defendant,  the  plaintiff  is  not  entitled  to 
recoveiJf  there  was  any  negligence  on  the  part 
of  the  plaintiff  which  directly  contributed  to  the 
accidsnt — negligence  without  which  in  all  proba- 
bility the  accident  would  not  have  occurred.  And 
for  the  purposes  of  this  suit,  I  shall  instruct  you 
that  that  defence  is  just  as  applicable  in  the  pre- 
sent case  as  if  the  action  had  been  brought  by  the 
deceased  in  bis  life  time,  upon  the  supposition  that 
his  death  had  not  ensued. 

The  damages  to  be  recovered  where  the  action 
is  brought  after  the  death  of  the  injured  party 
by  the  personal  rei)rcsentatives,  are  not  governed 
by  the  fame  rule  as  if  the  action  had  been  brought 
by  the  party  in  his  life  time.  Where  the  action  is 
bi ought  by  the  party  in  his  lifetime,  the  damages 
to  be  given  are  not  necessarily  limited  to  a  mere 
indemnity  for  his  actual  i)ecuniary  loss,  but  juries 
in  such  cases  may  give  damages  as  a  compensa- 
tion to  the  party  for  his  bodily  and  mental  suffer- 
ings, and  they  may  also  give  what  are  called  ex- 
emplary or  vindictive  damages,  or,  to  use  a  more 
familiar  phrase,  "  smart  money."  They  may,  i( 
they  please,  enhance  the  damages  for  the  purpose 
of  deterring  others  from  being  gnilty  of  similar 
misconduct.  In  the  present  case,  liowever,  you 
are  limited  by  tho  terms  of  the  statute  to  those 
damages  which  the  party  has  actually  sustained, 
and  you  can  give  no  other  or  greater  damages 
than,  in  your  opinion,  will  be  sufficient  t-i  com- 
pensate the  Avidow  and  chiMrcn  of  the  deceased 
for  the  pecuniary  ittjury  resulting  to  them  from 
his  death. 

Having  made  these  general  observations,  I  shall 
now  state  t«  you,  genllemfn,  whai-  are  the  ques- 
tions you  will  be  required  to  determine,  and  make 
a  few  observations  in  relation  to  the  evidence  ap 
plicable  to  each. 

The  first  question  is.  Whether  the  death  of  the 
deceased,  Thomas  Button,  was  or  was  not  occa- 
sioned by  the  negligence  •f  the  defendants,  or  by 
the  negligence  of  their  servants.  That  is  a  ques- 
tion, ii  seems  to  me,  in  regard  to  which  there  can 
be  but  little  difficulty ;  although  my  opinion  of 
the  evidence  is  not  to  control  your  judgment,  as 
you  are  responsible  for  the  verdict  to  be  given 
All  that  is  necessary  is  to  apply  the  rule  of  law, 
which  I  shall  now  state,  to  the  facts  of  the  case. 
In  my  opinion,  a  railroad  company  that  has  ob- 
tained the  privilege  from  the  Legislature,  or  the 
Corporation,  of  running  its  cars  through  the  streets 
of  a  crowded  city,  are  bound  to  ex.ercisc  the  ut- 
most diligence  and  care  in  order  to  avoid  the  oc- 
currence of  accidents  ;  and  if  you  are  of  opinion 
that  this  company,  or  their  servants,  by  tho  use 
of  any  means  which  hnman  prudence  or  human 
foresight  could  suggest,  might  have  avoided  the 
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accident  in  question,  then  the  omission  of  the 
company  to  employ  those  means  is,  in  my  opinion, 
culpable  negligence,  and  renders  them  liable  in 
the  present  action.  Taking  that  as  tho  rule  of 
law,  the  case  seems  free  from  doubt,  leaving  out 
of  view  the  question  whether  these  cars  were  run-  whcthe 
ning  at  an  unusual  rate  of  speed.  The  first  car 
was  running  at  the  rate  of  six  miles  an  hour. 
This  I  understood  to  be  admitted  by  the  driver  ; 
and  whether  that  is  or  not  a  proper  rate  of  speed 
for  cars  running  in  the  streets  of  the  city,  on  a 
dark  night,  I  leave  for  you  to  judge. 

The  drivers  on  the  cars  tell  you  positively — 
both  of  them — that  lights  might  have  been  fixed 
upon  the  side  of  these  cars  that  would  have 
thrown  a  light  upon  the  track  in  front  of  the 
torses,  and  which  would  have  enabled  the  driver 
to  have  seen  any  object  on  the  track  in  front,  and 
to  have  avoided  a  collision  with  that  object.  The 
driver  tells  you  that  where  he  was  established  he 
could  not  see  beyond  the  heads  of  his  horses  any 
part  of  the  track  in  front  of  him  at  all ;  and,  in- 
deed, I  understood  him  as  admitting — but  whether 
he  admits  it  or  not,  the  fact  is  evident— that  if, 
upon  that  occasion,  there  had  been  lights  upon  the 
car  that  would  have  enabled  him  to  see  the  track 
in  front,  and  the  body  of  this  man  who  was  lying 
over  the  track,  the  car  might  have  been  stopped, 
and  death  would  not  have  resulted.  I  charge  you 
therefore,  if  you  are  satisfied  that  lights  might 
have  been  so  used  as  to  have  enabled  the  driver 
to  have  seen  what  was  on  the  track  in  front  of 
him,  and  that  owing  to  his  disability  to  do  so,  this 
accident  occurred,  the  company  are  chargeable 
with  negligence,  which  renders  them  liable  in  the 
present  action,  throwing  out  of  view  altogether 
other  circumstances  that  have  been  relied  on  as 
proof  of  negligence.  There  is  an  ordinance  of  the 
Corporation  which  requires  that  lights  shall  be 
used  on  hackney  coaches,  and,  '.n  my  opinion,  the 
reasonable  construction  of  that  ordinance  is,  that 
it  is  just  as  applicable  to  cars  ruiming  by  night  as 
to  hackney  coaches — in  other  words,  that  it  is 
applicable  to  all  vehicles  that  are  usually  em- 
ployed for  the  transportation  of  passengers.  But 
in  order  to  avoid  any  difficulty  upon  that  question, 
I  shall  charge  yon  that  that  ordinance  is  not  ap- 
plicable to  the  present  case,  so  that  the  question 
of  law,  whether  it  is  or  is  not  applicable,  may  be 
avoided,  in  case  your  verdict  upon  the  other 
grounds  shall  be  rendered  in  favor  of  the  plain- 
tiff;  but  if  you  are  of  opinion  that  the  ordinance 


Bust   have  boon  intoxicated  to  such   an 
extent  t  lat  he  had  fallen  over  the  track  in  ques- 
tion, anp  lay  there  in  a  stupid  inseni^ibility  resal- 
intoxication,   when   the  accident   hap- 
leave  it  for  you,  gentlemen,  to  determine 
you  will  be  justified  by   the   evidence  in 
in  saying  that  such  was  his  actual  con- 


the  casq 
dition. 

I  entertain  myself  some  doubts  whether  a  de- 
fence o^  mere  negligence  is  applicable  to  a  case  of 
this  kind  at  all.  If  the  ordinances  of  the  Corpor- 
ation wj^re  violated,  either  by  the  ommission  of 
the  coiripany  to  use  lights  on  their  cars,  or  by  tho 
unusual  rate  of  speed  at  which  the  cars  were  going, 
I  do  noj  know  that  the  negligence  of  the  deceased 
would  qxempt  the  defendants  from  the  payment 
of  damj^es.  I  do  not  know  that  it  has  ever  yet 
been  depded  that  where  the  act  of  negligence  is 
an  act  cif  positive  illegality,  and  a  violation  of  the 
positive  jlaw,  either  of  an  act  of  the  Legislature  or 
of  anoriiance  of  the  Corporation,  that  negligence 
upon  tht  part  ot  the  persons  injured  or  killed  con- 
stitutes bny  defence.  But  for  the  purpose  of  this 
suit  1  sqall  instruct  you  that  if  you  believe  that 
the  accklcnt  resulted  directly  from  this  man  s 
being  iq  a  state  of  intoxication  at  Uie  time,  and 
that  thi|  directly  contributed  to  the  accident  in 
questioij,  you  may  find  that  question,  although 
not  yoilr  verdict,  in  favor  of  the  defendants.  I 
would  lipre  observe,  however,  that  the  negligence 
which  i^  to  be  set  up  by  the  defendant  as  a  bar  to 
recoverj  by  a  plaintiff  in  an  action  of  this  kind, 
is  very  different  from  that  negligence  which  may 
be  imputable  to  the  company.  Tke  company 
is  boun(t,  as  I  have  already  said,  to  use  the  ut- 
most decree  of  care  and  diligence,  and  the  omis- 
sion to  (use  even  that  careand  diligence— that 
is,  even  slight  mgligcuco  ou  the  part  of 
the  coilipany — would  render  them  accoun- 
table; Out  an  individual  is  not  bound  to  use  tho 
utiaosi  c^re  and  diligence,  that  might  have  been 
employefl  and  the  omibsion  to  use  such  care  and  dol- 
igence  wiiuld  not  be  a  bar  to  his  recovery.  Were  it 
olherwiffe,  1  would  ask  in  what  case  could  men  run 
over  by  jcars  recover  at  all  ?  In  all  rases,  by  the 
exercise  of  the  utmost  care  and  prudence,  a  man 
might  s<}e  the  car  ceming,  or  hear  the  noise  ;  and 
it  is  monstrous  to  say  that,  in  all  cases,  because 
the  acciiciit  might  possibly  have  been  avoided, 
the  company  is  to  be  exonerated  from  all  liability. 
In  this  (nse,  if  the  d.'ceastd  were  guilty  of  negli- 
gence which  directly  contributed  to  the  accident, 
this  wasja   defence   which  the   defendants   them- 


exacts  only  that  degree  of  care  which  ought  to  be      ,  ,      ,         ,  ,  ,.  ,  ^ 

observed  by  the  Company,  then  the  omissidu  of,f  ^^'^VTr'^  ^^."^"^  ^^^^'^^''^^'J^J' I'^*!"'*^'^^'^^"':?^ 

to  use  lamns  unou  these  cars  is  in!^"^. '«  ^Ifit  evidence  has  not   been  given,  you  will 

a  vdrdict  for  the  plaintiff. 
The  next  question  is.  What  is  the  rule  of  dama- 
ges iu  such  cases  !     I  know  of  no   other  rule  than 
this  :     Tjhe  probable  loss  resulting  to   the  wife  and 


the  Comj)any  to  use  lamps  upon  these  cars  is,  in|^  j 
my  opinion,  I  repeat,  such  negligence  as  justly  "^ 
subjects  them  to  the  recovery  of  damage. 

Then  the  next  question  is,  was  there  any  negli- 
gence here  on  the  part  of  the  deceased  that  could 
operate  as  a  bar  to  recovery  of  damaccs  by  his 
representatives  ?  The  allegation  is  that  this  man 
on  the  night  in  question  was  in  a  state  of  such  in- 
toxication, as  not  only  to  deprive  him  of  control, 
but  to  have  reduced  him  to  a  state  of  actual 
insensibility  ;  that  in  that  state  of  intoxication  he 
fell  over  the  track  in  question,  and  was  lying  there 
in  a  state  of  torpor  and  insensibiUty  when  run  over 
by  the  cars.  You  are  required  to  believe  thi.s 
upon  the  ground  that  he  was  a  man  of  generally 
intemperate  habits,  that  he  had  been  drinking 
upon  that  evening,  and  that  his  being  upon  the 
track  at  .ill  iu  the  situation  in  which  it  was  alleged 
he  was  found,  can  only  be  accounted  for  upon  that 
supposition.  Now,  in  the  first  place,  with  regard 
to  his  being  a  man  "f  intemperate  habits,  there  is 
no  evidence  to  justify  you  in  drawing  that  couclu 
.sion.  Indeed  1  think  you  must  consider  that  it 
is  established  by  the  evidence  that  he  was  not  an 
habitual  drinker  at  the  time.  I  would  here  re- 
mark also,  that  the  burden  of  proof  lies  upon  the 
part  of  the  defendants.  They  are  bound  to  prove 
the  affirmative,  and  not  to  leave  you  to  conjecture 
or  speculation.  They  are  bound  to  prove  that 
such  were  the  habits  in  question,  and  that  the  ac- 
cident happened  from  that  cause,  even  admitting, 
tor  the  present,  that  it  would  constitute  a  defence. 
Now,  if  this  man  was  intoxicated,  it  Beems  to  me 


childreujuf  the  deceased,  from  the  death  of  the 
husbandj-  and  the  parent.  I  say  tho  probable,  as 
distingujjshtd  from  the  rcrtain  loss ;  because,  if  you 
require  evidence  of  ceitain  l«ss, — a  necessaiy  loss, 
— resuUiag  from  the  death  of  the  party,  » jury 
could  glke  nothing  more  than  nominal  damages. 
It  might  be  said  in  every  case  of  this  kind,  th:<l 
although  a  man  wci«  killed  by  an  accident,  be  ' 
might  h^Lve  died  on  the  next  day  from  some  other 
cause,  a;  id  the  loss  resulting  to  his  family  would 
have  bci  n  as  great  as  resulted  from  the  accident. 
This  is  true.  There  is  no  certainty  that  if  this 
man  ha<^  not  boon  killed,  he  might  not  have  died 
from  isohie  other  causes  during  the  same  night. 
Therefoiic,  if  you  were  required  to  give  only  such  , 
damage:^  as  necessarily  and  certainly  resulted 
from  thd  death  of  the  party,  I  know  not  what 
damage^|  could  be  given.  The  Legislature,  in  say- 
ing thatjdamages  may  be  given  to  the  amount  of 
S5,000,  Bave, in  effect,  by  necessary  implication, 
sanctioned  t^e  rule  that  I  now  lay  down. — that 
you  are  to  gi^e  tho.-^e  damages  which  may  proba- 
bly comj)ens;»te  parties  for  the  loss  sustained ; — 
.meaning!  by  loss,  the  probable  loss  resulting  to  them 
from  thej  dea^h  of  the  lu:sband  and  parent.  You 
have  th<i^  to  )2onsider  these  three  questions; 

1.  Wa^  the  death  of  Button  caused  by  the  neg- 
ligence ^f  the  defendants  or  their  servants  ?  If 
you  fiuditbere  was  do  negligence  whatever  on  tb« 
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•  p  rt  of  the  company  or  their  servants,  then  you 
will  render  a  verdict  for  the  defendants. 

2.  Was  there  any  negligence  on  the  part  of  the 
deceased,  which  directly  contributed  to  the  acci- 
dent 1  Even  however,  should  you  answer  this 
question  in  favor  of  the  defendants — that  is,  in  the 
affirmative  provided  the  previous  question  is  an- 
swered affirmatively — I  still  instruct  you  to  find  a 
verdict  for  the  plaintitF. 

3.  What  is  the  pecuniary  injury,  to  be  compen- 
.  sated  by  damages,  which  has  beea  sustained  by 

the  widow  and  children  of  the  deceased  1 

Verdict  was  rendered  for  the   plaintiff  for  $o,- 

600. 

For  the   plaintiff,  J.  B.  Phillif  s ;  for  the  defen- 
.  dants,  Mr.  Fuilerton. 
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Rctroapcctl^e,   Present,    and  Future]  of  tbc 
Journal. 

Upwards  of  twenty  two  years  has  the  American 
Railroad  Journal  been  advocating,  and  regular- 
ly urging  forward,  on  a  sound  and  legitimate  bas- 
is, the  great  system  of  internal  improvements  of 
the  United  States.  More  especially  has  it  been 
devoted  to  the  interests  of  the  railway  system, 
and  such  other  projects  as  were  incidentally  con- 
nected with  it.  During  the  earlier  and  greater 
portion  of  this  lengthy  period  the  struggle  has 
been  a  tedious  one,  the  enterprise  unremunerative* 
and  its  results  discouraging ;  but,  and  abiding  faith 
in  the  cause  to  which  it  was  devoted,  and  implicit 
confidence  in  its  ultimate  triumph,  as  a  means  of 
developing>  the  resources  and  working  out  the  des- 
tiny of  the  country,  were  the  incentives  to  per- 
severance, which,  aided  by  the  appreciative  kind- 
ness of  many  friends,  animated  the  proprietors  and 
conductors  of  the  Journal  to  struggle  on  till  the 
crisis  was  fairly  passed  and  success  crowned 
their  eflbrts ;  not  only  success  in  their  enterprise 
as  publishers,  but  also  the  triumphant^success  of 
the  system  which  it  advocated.  Ttie  success  of 
the  one  was  almost  nece^isarily  coeval  with  that 
of  the  other. 

When  the  publication  of  the  Journal  was  com- 
menced, there  was  scarcely  a  mile  of  railway  in 
successful  operation  in  the  country,  now,  there 
are  about  seventeen  thousand  ;  and  the  Journal 
having  advocated  the  construction  of  almost  ev- 
ery line,  and  exerted  its  influence  in  favor  of  their 
prudent,  careful  and  successful  management,  they, 
on  the  other  hand  have  lent  their  countenance 
and  patronage  to  the  Journal  and  in  almost  every 
instance  have  continued  it  to  this  day.  We  may 
safely  assert  that  there  is  not  a  railway  corpora- 
tion of  any  magnitude  in  the  country  which  does 
not,  either  in  its  capacity  of  com[)any  or  through 
some  one  or  more  of  its  officers,  subscribe  to  the 
Journal,  and  usually  both  in  their  corporate  ca- 
pacity and  by  several  officers,  and  stockholders,  indi- 
vidually. Its  circulation  now  embraces  all  the 
railway  companies,  officers,  managers,  contrac- 
tors, manufacturers  of  equipment,  machinery  and 
rolling  stock  of  all  kinds,  bankers,  brokers,  and 
capatalists  both  American  and  foreign  who  deal 
and  invest  in  American  securities,  and  those  li- 
braries of  a  public  or  private  nature  which  abound 
in  works  of  statistics  and  reference,  besides  a 
great  number  of  private  individuals  who  desire  to 
keep  themselves  informed  of  the  progress  of  the 
cooQtry,  in  all  its  material  aspects.    The  arerage 
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Atlantic  and  St.  Lawrence.  . .  Maine, 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth..  " 

York  and  Cimiberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taimton. ..  " 

Boston  and  New  York  Central  " 

Old  Colony ;....  " 

Taunton  Branch " 

Vermont  and  Massachusetts. ,  " 

Worcester  and  Nashua " 

Western " 

Stonington R.I. 

Providence  and  Worcester .. .  " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City. .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Wiishington " 

Saratoga  and  Wa.shington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberknd  Valley Penn. 

Erie  and  North  E;ist " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Phil«d.,  Wilmington  and  Bait.  " 
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47 
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1,538,100 

824,363 

1,073,673 

1,356,500 

286,747 

1,649,278 

1,486,000 

2,078,626 

3,016,634 

717,643 

600,000 


1,097,600 
2,486,000 
8,500,000j 
1,600,000 
392,000 


2,973,700 
1,043,640 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


none. 
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6,973,700 
2,036,140 
2,520,981 
1,459,384 
713,606 
2,540,217 
1,486,000 
3,002,094 
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650,000 
2,429,100 
3,500,000 


1,830,000 
4,076,974 
3,160,000 
4,600,000 

421,950 
1,591,110 
2,860,000 
1,050,000 
3,540,000 

600,000 
1,159,228 
1,964,070 

260,000 
2,233,9S9 
1,140,000 
5,150,000 


700,000 


1,457,500 

922,500 

2,350,000 


558,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,636 


206,190 
160,000 
402,326 
690,541 
180,000 
286,363 

1,192,975 
6,208 
191,500 
none. 
963,370 
296,038 
none. 

1,139,615 
194,445 

6,319,520 
467,700 
300,000 
500,000 
800,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,550,000 


651,214 
1,400,000 

673,600 

1,745,516 

6,677,467 

12,000,000 

1,500,000 


2,044,536 
4,111,315 
3,579,041 
4,860,754 

633,906 
1,802,244 
3,120,391 
1,060,000 
3,716,870 

529,964 
2,221,068 
2,293,534 

307,186 
3,207,818 
1.342,593 
9,953,258 

1,791,999 
1,400,000 
3,150,000 
2,600,000 
In  progres 
1,511,111 
4,978,487 


425,509 

687,000 

10,000,000 

3,740,616 

4,725,250 

1,875,148 

23,085,600 

1,579,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 

6,666,332 

6,000,000 


872,000 


582,400 
400,000 

24,003,865 

7,046,395 

977,463 

516,246 

10,773,823 
2,969.760 
206,000 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
650,000 


128,000 

476,000 

1,600,000 

13,000 


713,227 


1,380,610 

2,696,488 

2,550,500 

In  progres 

1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,527,664 

6,102,935 

2,446,391 

33,859,423 

5,133.834 

633,598 

349,775 

774,495 

1,250,000 

1,832,945 

329,577 

1,043,367 

1,693,711 

4,327,49"? 

1,220,326 

3,246,720 

2,379,880 

1,265,143 

750,000 


264,743 
177,003 
168,114 
208,669 
23,946 
160,538 
305,805 
287,768 
828,782 


182,546 


495,397 


Leased to 
Recently 


434,599 
803,024 
509,326 
887,219 
68,942 
258,220 
620,810 
294,183 
626,659 
188,442 
90,315 
374,897 
159,738 
244,323 
182,398 
1,525,224 
240,572 
291,417 
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113,620 

80,063 
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11,266 
79,659 

141,836 
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114,098| 
418,358 
226,639 
413,289 

26,412 
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126,589 
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21,490j.  8 
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689,529 
329,041 
69,629 
114,410 
806,713 


81,807 
746,736 
110,892 
120,892 


294,269 
168,902 


Recently 

267,661 

Recently 


428,173 


opened. 

116,965 
opened. 


Recently 


opened. 


76,760 

74,241 

4,318^962 

1,063,659 

681,445 

205,068 


none 
6 

7 


s6 

4 

10 

none 
none 


7 

8 
none 

4 

none 
none 
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88 
80 
41 
98 
24 
80 

104 
37 
49 
83 

1051 

12* 
22 

9 

8f 
97i 


87  i 

031 

811 

99i 

40 

55 

82 

95i 

88 

117 

67 

96i 

151 
60 
96 
64 
95 
65 
120 


none 
none 
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480,187 
92,353 

Recently 
213,078 

Recently 
173,645 

Recently 

Recently 
225,152 

1,:W,386 
149,941 
603,942 
260,899 
118,617 

Recently 


1,702,523!  266,327 


39,360 

23,496 
1,800,181 
338,783inone 
324,494 

44,070lnone 


195,847 

46,072 

opened 

96,737 
opened 

136,017 

opened 

opened. 

116,706 

478,413 

79,252 


316,259  10 


124,740 
76,890 
opened. 
106,320 


10,427,800 17,141,987i2,480,626il,251,987 
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64 
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28 
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181 
70 


30 
33 
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148 
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125 
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741 
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191 
211 
101 

n 

60 
55 

93 
33 
88 
60 
80 
126 
38 
29 
65 


Pennsylvaiiia  Central Penn. 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..  " 
Alexandria  and  Orange . . . ,  . .    Va. 

,  Manassaa  Qap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Cteorgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia.. Tenn. 
Nashville  and  Chattanooga. . .     " 
Covington  and  Lexington ....   Ey. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  Pitlaburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro "..     " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

.  t)hio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...     " 

Cohimbus  and  Xenia " 

EvansviUe  and  Illinois Ind 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati..  " 
Lafayette  and  Indianapolis ...  " 
Madison,  Indianapolis  &,  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago "        92 

Michigan  Southern  and  Ind,  N.Mich.  316 
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nunber  of  the*  readers  of  the  Journal,  weekly,  is 
upwards  lofTHiRTY  tuolsaxd  ;  and  being  compoeed 
ntii  ely  of  those  w^o  feel  a  deep  interest  in  rail- 
way i.  pecuniarily  or  otherwise,  it  is  fair  to  sap- 
pos<  that|  almost  all  of  that  class  is  reached  by 
it. 

F  om  Ihe  foregoing  it  will  b«  perceived  thai  as 
am;dimi  of  advertising  anything  connected  with 
the  conslruction  or  operation  of  railway.",  the  col- 
umns of  the  Jourr^al  oftlr  advantages  far  Miporior 
to  t  }ose  bf  any  other  channel.  Its  circulation  hav- 
ing iupl|cat«d  wittin  the  last  year  and  a  half,  its 
exp;nse^  are  neotNSsarily  much  aigumented,  as 
eacli  ad\|ertisimeurnow  requires  twice  the  quan- 
tity of  piper  ink  4nd  press  work;  and  the  prices 
of  com|)Osition,  material,  etc  ,  have  advan- 
ced froii  thirty  to  fifty  per  cent.  These  tacts 
havi  rendered  it  necessary  to  revise  and  some- 
whs  t  iufcrease  oUr  former  raUs  of  advertising. 
The  advance  however,  is  but  slight,  a  trifle  to 
eacli  in(|ividual,  and  nothing  at  all,  compared 
with  thejenhauced  value  which  our  increased  cir- 
culation '  imparts  to  their  advertisements.  The 
folh-^--   ■   ' "   ■  ...  '-    - 


wins   raUs   will   be  regularly   charged  from 

this  date  jou  all  transient  and  yearly  advertisements. 
On  thd  average, 

mei  t  tyi^  is  a  line 

Xo 


advijrtisement   will   be  itsceived   for  a  single 
it  sertipn  for  le.ss  than «,i  (>q 
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wor 
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th 


a  culunin  first  in.sertion.   per 

'j     one  month, 

'j    two  months, 

']  "three  months, 

']    six  inohth.s. 
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per  annum. 
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'     1  26 
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^tock  ataft  Money  Mairket. 

leie  ttias  been  some  fiueluation  jn  the  share 
market  |uring  the  week,  without  any  material 
chaigc  ii^  quotations.  The  market  presents  the 
sami!  in.ijclivily  which  has  provaikd  for  months 
past  Itif  securities,  theix'  is  considerable  domestic 
demjiud,  jureated  eUlefly  by  the  present  low  prices. 
The  forejgn  demand  is  merely  nominal.  In  the 
mea  itim^  money  is  steadily  becoming  abundant 
on  (all,  ht  lower  rates  than  have  prevailed  for 
somii  tiuje  past,  the  natural  result  of  a  state  of 
com  jaratfeve  inaction.  The  stringency  which  has 
prevailed  has  been  the  consequence  of  our  people 
;ateiiiptii|g  too  much,  rather  than  from  any  fault 
e  principle  upon  which  exiK'nditures  for  pub- 
s  hak-e  been  juade.  As  soon  as  a  portion  of 
oad  js  thrown  lotf,  the  county  will  again  move 
forwurd  With  its  accustomed  speed. 

Tl  e  opjerations  of  the  railroa<ls  continue  to  be 
satis  'BLZtc^.  The  returns  for  April  to  date  are  as 
fuUo  tvs :  I 

TJalt  &  Ohio  (maiQ  stem) . .  $:^1 ,379 

Miclf  igan!  Southern 165,301 

Micligan;  Central 146,156 

Macbn  aijd  Westerli 29,624 

Cle>-felan4  and  Pitt«bargh . .  42,000 

Chidago  *nd  Rock  Island  . .  80,944 

Ne>v^  York  and  Xew  Haven.  69,313 

PenAsylvRnia  Central 321,156 

Norwich  and  Worcester 25,831 

Newj  York  Central 526,020 

Ohio  and;  Pennsyhiania 80.015 

The  proportion  of  passengers  to  freight  on  the 
Cent  ral  Railroad  is  as  follows : 

Piissengers  ....j. 276.666 

Fieight 260,164 

Totai ..!. 626^    - 


S200,000 
111,894 
104,128 

20,903 

39.380 
new 

66,462 
270,126 

25,366 
413,407 

43,615 
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Tlte  Cttuiiiiercial  position  of  Aew  York. 

A  State  having  great  extent  and  productiveness, 
a  temi)erate  climate,  aa  industrious  and  intelligent 
people,  and  having  extensive  and  capacious  chan- 
nels of  communication  natural  and  artificial,  both 
within  itself,  and  leading  to  other  states  having 
similar  natural  resources,  is  destined  to  employ  a 
vast  commerce.  No  State  better  illustrates  this 
truth  than  New  York.  No  city  in  our  own  coun- 
try could  possess  such  a  commerce  as  the  city  of 
New  York. 

While  our  State  has  an  extent,  fertility,  produc- 
tiveness, and  climate  only  equalled  by  the  lead- 
ing htates  of  the  Union,  it  has  an  extent  of  popu- 
lation and  of  natural  and  artificial  cuniniunication 
surpassed  by  no  inhabited  part  of  this  continent 
and  by  but  few  noted  countries  in  the  world.  The 
shortest  hue  which  could  connect  the  coast  of  the 
Atlantic  with  that  of  the  great  inland  lakes, 
lies  in  New  York.  More  than  two  thirds  of  the 
boundary  of  the  state  is  a  water  line,  of  a  capaci 
ty  equal  to  the  d_m;ind  of  the  heaviest  trade. 
The  "Hudson,  lying  in  a  deep  gorge,  is  necessarily 
deep,  straight,  free  from  shoals  and  of  uniform 
volume,  and  bears  a  trade  which  no  river  of  twice 
its  length,  on  the  whole  continent,  is  capable  of 
sustaining.  Its  navigation  is  extended,  by  the 
greatest  artilicial  water  channel  on  the  globe  to 
connect  with  the  great  chain  of  iak 's. 

The  present  actual  tonnage  c  iming  to  tidewa- 
ter over  the  Erie  au  d  Champlain  caouals  would, 
if  embraced  iu  foreign  commerce,  load  -iOOO  ships 
of  800  tons  each,  every  year. 

lo  the  facilities  for  trade  by  the  Hudson  River. 
Long  Island  Sound,  the  canals  an  I  Lakes  Erie, 
Ontario  and  Champlain,  we  add  the  internal  l^kes 
of  our  state,  each  of  wliich  accommlates  a  large 
trade  to  its  borders.  The  lakes  are  a  part  of  the 
natural  distribution  of  Avatcr,  such  as  is  found  in 
few  other  states,  unless  nearly  inaccessible  by 
surrounding  swamps. 

The  topography  of  our  State  is  also  th«  best 
suited  to  a  great  seat  of  trade,  and  in  fact  controls 
the  distribution  of  the  wafer  channels  which  have 
been  so  well  employed.  New  York  is  the  north- 
ern termination  of  the  great  .\!leghaiiy  chain, 
which  attains  its  full  height  iu  Virginia,  and  pre- 
sents successively  lower  summits  to  the  Baltimore 
and  Ohio,  Pennsylvania  Central,  New  York  and 
Erie  and  New  York  Central  Railroad  and  water 
routes.  These  respective  summits  may  be  rated 
in  the  above  order  as  2600,  2100,  1750  and  560 
feet.  The  New  York  Central  route  has  the  great 
advantage  also  that  its  whole  rife  and  fall  between 
the  ocean  and  lake  Erie  does  not  exceed  600  foet 
while  that  of  some  of  tho  other  ro'ites,  in  reach- 
ing the  Ohio,  is  nearly  20,000  feet.  /, 

The  New  York  water  line,  having  an  uniform 
descent,  is  in  fact  an  luclincd  plane  passing  a  trade 
nearly  etjual  to  that  of  the  Mississippi  River, 
while  the  other  lines  present  a  succession  of  sum- 
raits  in  some  cases  tirentij  in  number. 
B  Since  this  State  has  organized  its  great  addition 
al  system  of  railroads,  most  of  which  is  complet- 
ed it  commands  more  of  the  materials  of  com- 
merce, and  b.'ttcr  facilities  for  its  despatch  than 
any  other  country  of  equal  extent  on  the  face  of 
the  earth.  |And  the  entire  trade  drainage  of  its 
business  channels,  and  its  own  vast  aggregates  of 
production,  converge  lo  the  city  of  New  York. 
What  wonder  that  New  York  is  the  greatest  city 
on  the   Western  hemisphere  1  that  it  is  groicmg 


the  fastest  1  that  the  lueaty  miks  of  its  whari 
lines  are  becoming  covered  with  the  materials  of 
trade  1  and  that  its  surface  of  over  fifteen  thous- 
and acres  is  more  than  half  shadowed  by  the  tem- 
ples of  commerce  and  the  houses  of  its  busy  vo- 
taries. And  not  only  in  material  greatness,  but  in 
mental  and  moral  grandeur  will  New  York  stand 
tirst  among  the  cities  of  the  earth.  The  wealth 
and  genius  of  its  people  directed  by  noble  aspi- 
rations, and  intelligent  faith  iu  the  great  destiny  of 
our  country,  has  already  attracted  avast  aggre- 
gate of  mind,  whose  workings  disclose  invention, 
instruction,  sympathy  and  faith. 

It  is  perhaps  an  injury,  (temporary  it  must  be,) 
to  New  York,  that  it  grows  loo  fast  and  that  its 
people  arc  Coo  miuh  '•ccnpied  in  their  pursuits,  to 
have  organized  all  of  the  great  municipal  systems 
upon  which  its  reputation  for  good  government 
must  depend.  But  a  city  like  this  will  not  long 
sacrifice  any  of  the  essentials  to  its  ultimate  posi- 
tion, but  will  secure  the  highest  sanatory  condition, 
and  the  full  means  of  the  highest  comfort  conveni- 
ence, economy  and  safety  of  its  inhabitants. 


of  New  York,  and  will  bo  the  focwi  of  aUthe  lines 
of  city  railroads.  ^f    ':''^i-'\' 

Whenever  this  street  becomes  opened  to  the 
Bowery,  it  will  acquire  a  new  importauce  iu  the 
eyes  of  the  business  community. 


EtTevta  oftbe  Rallroails  cntcrlug^  New  York« 

The  East  river  was  originally  deemed  the  best 
wharf  line  of  New  York,  as  it  afforded  a  better 
depth  and  entrauco  of  water,  and  as  the  ridge  of 
the  island  was  farthest  back  from  the  shore  on 
that  side.  The  east  side  became  the  business 
side  of  the  city.  The  Custom  House  and  Ex- 
change were  placed  there.  Wall  street  received 
its  character  by  its  convenient  position  for  the 
dealings  of  the  merchants.  The  great  hotels  of 
New  York  were  on  that  side,  the  United  States 
and  the  Ptarl  street  houses  among  them.  The 
theatres  were  there.  East  Broadway  was  the 
principle  locality  for  gonteel  residences. 

But  with  the  increase  of  the  North  river  trade, 
iuid  of  the  business  of  the  Erie  and  Hudson  River 
roads,  and  of  the  cotemporary  inauguration  of 
ccean  steam  navigation,  the  Vl'tst  side  of  the  city 
is  now  taking  to  itself  the  commercial  character- 
istics so  long  held  by  the  Eait  side.   '  ; 

Between  Courtland  and  Duano  streets  the  lar- 
gest class  of  marble  and  brown  stone  fronts  arc 
rising,  and  already  enclose  the  finest  blocks  of 
stores  to  be  found  in  the  country.  The  gread  ho- 
tels are  all  up  town,  but  near  the  North  River. 

So  are  the  theatre-s,  the  exhibition  rooms,  and 
the  first  among  the  temples  of  luxury  and  taste 
with  which  Niw  York  abounds.  A  friend  told  us 
lately  that  stores  on  the  East  side,  which  once 
rented  for  S6000,  now  commanded  but  S1500,  al- 
though of  course  thei\  age  and  inferior  adapta- 
tion compared  with  modern  structures  had  some- 
thing to  do  with  thedic'ine  of  rent.  But  the  ten- 
dency is  irresistible.  East  Broadway  has  degen- 
erated to  a  row  of  boarding  houses.  The  Fifth 
avenue  has  become  the  home  of  the  merchaut 
princes.  The  Jersey  shore  is  improving,  both  for 
trade  and  as  a  residence.  All  along  the  West  side, 
property  is  changing  hands  at  increasing  prices, 
and  revolution  anil  reaovalioa  is  the  order  of  the 
day.  -^   .-  -"■.     ■■--', 

The  foot  of  Canal  street  is  destined  to  bd  the 
great  depot  of  the  railroads  entering  our  city.  A 
site  can  b3  readily  found  there  which  would  be 
equal  to  any  probable  wants  of  the  city,  and 
which  would  accommodate  more  than  any  other 
situation,  the  great  interests  of  the  community. 
Canal  street  from  the  North  River  to  Centre  st., 
will  become  one  of  the  most  important  avenues 
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Ilolloiv   Axle*. 

As  a  corollary  to  my  communication  of  last 
week,  I  would  stfite,  that,  a  cast  steel  axle  of  the 
kind  that  I  have  referred  to,  three  inches  in  diam- 
eter, and  a  hollow  one  of  wrought  iron  five  inches 
in  diameter  outside,  and  four  inches  diameter  on 
the  inside,  would  weigh  about  the  same  and  be 
of  about  equal  strength,  while  a  solid  one  of  wrou- 
ght iron  to  be  of  the  same  strength,  must  be  about 
four  inches  in  diameter.  I  do  not  pretend  to 
great  accuracy  iu  these  calculations,  but,  they  are 
sufficiently  so  for  practical  purposes,  and  are  far 
within  the  discrepancies  of  one  at  least  of  the 
materials,  as  regards  the  strength  of  iron,  accord- 
ing to  the  best  experimenters. 

Now  as  to  the  cost ;  I  will  venture  the  assertion 
that,  the  hollow  ones  cannot  bo  furnished  for  less 
than  four  times  the  price  per  lb.  of  the  solid  iron 
ones. 

The  cast  steel  ones  will  probably  cost  eight 
times  as  much  as  the  solid  iron  ones.  But  the 
latter  and  former  being  but  half  the  weight  of  the 
solid  iron  axles  (although  equally  as  strong,)  it 
follows,  that,  the  hollow  iron  axle  will  cost  twico 
that  of  the  solid  iron  one,  while  one  of  cast  steel 
will  cost  twice  that  of  the  hollow  iron  one. 

The  additional  inch,  in  the  diameter  of  the  hol- 
low iron  axle  over  the  solid  one,  is  a  great  disad- 
vantage, and  the  only  advantage  obtained  there- 
for  is   a  reduction  of  one  half  of  the  weight. 

A  cast  steel  axle  has  the  same  advantage  as  to 
weight,  with  the  additional  one  of  being  one  inch 
less  in  diameter  than  the  solid  one  of  iron,  and 
two  inches  less  than  the  hollow  one.  These  ad- 
vantages, far  outweigh  the  imaginary  one  of  the 
hollow  axle,  the  quality  of  which  arises  from  the 
greater  amount  of  labor  bestowed  upon  it,  the 
half  of  which  being  bestowed  u]*on  the  solid  iron 
axle  would  effectually  cure  it  of  the  "  cry&taliue  " 
complaint,  under  which  it  has  labored  so  painfully 
of  late. 

The  real  advantages  posbessed  by  cast  stt'el  ax- 
les, however,  is  not  yet  half  told,  for  they  will  last 
probably  at  least  three  times  as  long  as  wrought 
iron  ones,  and  the  steel  is  then  worth  one  fourth 
of  its  original  cost,  so  that  there  is  no  doubt  in 
my  mind,  that,  the  cast  steel  axles,  used  on  the 
continent  of  Europe,  arc  really  more  economical 
than  those  used  here  or  in  England. 

Mr.  McConnell  was  confronting  practical  men, 
who  doubted  his  diagnosis  of  the  disease;  knowing 
therefore,  that,  if  he  failed  there,  he  had  nothing 
bat  the  "dead  weight"  to  go  upon,  he  broaghtout 
that  wonderful  array  of  figures,  proving  very 
clearly  and  by  common  arithmalic  too,  without 
any  algebra  among  it,  that,  16,000  waggons  and 
carriages,  each  running  10,000  miks  per  annum, 
supposing  each  »;f  its  two  axles  to  be  relieved  of 
^  of  a  cvvt.  in  weight,  would  be  equal  to  11,260,- 
000  tons  taken  over  one  mile  of  the  "stock,"  which 
at  the  low  figure  of  one  farthing  per  mile  is  £11  - 
700  (throwing  in  no  less  sum  than  £18  15  shillings 
which  ho  was  too  generous  to  say  jyjy thing 
about.) 
In  other  words,  the  axles  which  if  solid  will  weigh 


r 


AMERICAN    RAILROAD    JOURNAt.. 


315 


Bwr 


3760  tons,  will  weigh  but  2625  tons  if  hollow,  to 
which  should  be  added,  that,  if  the  former  are 
worth  S375,000  the  latter  will  certainly  be  worth 
$787,500. 

The  difference  will  be  some  $412,500  against 
the  hollow  rail,  which  at  7  per  cent  per  annum  is 
$28,875,  which  has  to  be  deducted  from  the  credit 
account. 

Auotner  deduction  also  has  to  be  made  for  old 
iron,  for  the  solid  axles  will  be  worth  one  fourth 
of  their  original  value,  while  the  hollow  ones  will 
b«  worth  but  one  twelfth  even  at  the  same  rate  per 
lb.,  making  a  diflFercnce  of  $28,126  per  annum 
more  against  the  hoUov/  axle,  which  goes  far  to 
annihilate  the  last  particle  of  proflt  on  the  "dead 
weight,"  at  least,  as  applied  to  this  country,  if 
indeed  it  does  not  show  an  absolute  loss  when 
more  closely  investigated  and  the  calculation  of 
half  a  cent  per  ton  per  mile  is  corrected,  for  that 
is  a  heavy  charge  when  it  is  remembered  that 
nothing  is  concerned  but  fuel  and  rolling  stock 
with  the  permanent  way. 

^ruly  friend  McConneil  deals  in  large  figures  to 
make  out  a  case. 

It  suggests  to  me  a  point  of  great  importance 
to  railway  companies  and  one  that  appears  to  have 
escaped  observation,  although  the  evil  is  far  great- 
er than  heavy  axles,  as  much  indeed  as  moving 
and  movable  matter  is  mor^  expensive  in  its 
transit  than  "dead  stock."  I  allude  now  to  fat 
Engineers  beginning  with  the  ChUfviho  must  ne- 
cessarily bo  much  upon  the  rail,  fat  Directors,  ten- 
ders, brakesmen  and  employees  of  all  sorts.  Now 
there  may  be  some  reason  in  the  Directors  being 
"heavy  men"  but  there  cannot  be  the  slightest  ne- 
cessity for  the  rest  being  overweight. 

If  we  stake  this  claiss  at  90,000  persons  only, 
each  but  ^  of  a  cwt.  over  the  general  average  of 
humanity,  we  have  the  same  enormous  amount  of 
11,260,000  tons  not  of  "dead  stock"  it  is  true,  but 
much  worse  of  human  flesh  carried   for  nothing. 

Now  there  can  be  no  doubt,  that  it  is  five  times 
as  expensive  as  the  same  amount  of  ''dead  stock" 
and  therefore  a  saving  (without  the  possibility  of 
a  draw  back)  of  at  least  £100,000  sterling  may 
be  effected  by  selecting  "lean  Cass  iuses"  ^^  of  a 
cwt.  under  the  average,  instead  of  your  fat  ^uns, 
^  of  a  cwt.  over  that  mark. 

But,  in  sober  seriousness,  is  this  mode  of  calcu- 
lation, such,  an  one,  as  an  honest  conscientious 
man  should  make  for  the  purpose  of  bolstering 
np  any  invention!  Does  it  not  Bavor  too  much  of 
charletanry  and  quackery.,  even  for  the  most  ob- 
durate dealers  in  such  trash  to  get  down  7  Most 
assuredly  it  does ;  for  the  simple  reason,  that 
there  are  not  15,000,  "waggons  and  carriages"  in 
all  England  for  them  to  "get  down,"  or  I  believe 
the  aforesaid  'obdurates'  would  even  swallow  them 
all. 

In  conclusion,  I  would  remark,  that  York's  hol- 
low axles  which  were  patented  in  1842,  were  tes- 
ted the  year  afterwards  at  the  Wolberlon  station 
of  the  London  and  Birmingham  Railway ;  and  it 
would  indeed  be  difficult  to  tell  what  advantage 
they  had  over  solid  ones,  commensurate  with 
their  additional  cost. 

The  method  of  testing  was  certainly  less  satis- 
factory, but  the  saving  in  weight  was  not  then 
pretended  to  exceed  26  lbs.  per  axle  or  about  12 
per  cent. 

T.  A.  B, 


DUiribaiion  or  Kailroad  Capital. 

We  claim  for  our  country  a  vast  natural  capi- 
tal. It  exists  in  the  fertility  of  our  fields  and  for- 
ests, the  productiveness  and  weallh  of  our  mines, 
the  extent  of  our  lakes  and  rivers,  the  tempera- 
ture of  our  climate,  and  what  is  more  necessarj' 
to  make  these  gifls  available,  the  brain  and  the 
wiw5cZc  of  our  people.  But  railroads  are  artificial 
products.  Our  people  have  obtained  a  strong 
practical  sense  of  the  value  of  these  works,  and 
the  ability  of  the  pocket  alone  limits  th;j  extent 
to  which  this  preference  is  to  be  gratified.  Rail- 
roads create  wealth,  but  not  until  they  are  finished, 
and  it  is  in  their  primary  stages  that  ihey  require 
labor  and  materials  such  as  money  alone  can  ob- 
tain. Being  in  general  reijuest,  we  therefore  find 
the  extent  of  these  works  to  be  in  some  proportion 
to  the  ability  of  the  community  possessing  them. 

The  Eastern  states,  among  which  Massachusettt 
stands  principal.  Laving  abundant  capital,  have 
completed  the  most  elaborate  system  of  railroads 
to  be  found  in  any  part  of  the  country.  The  West 
needs  the  greatest  system,  by  reason  of  its  own 
vast  productiveness,  and  by  its  distance  from  the 
great  centers  of  commerce.  But  while  the  East 
has  abundant  capital  for  railroads,  banking  and 
insurance,  for  institutions  of  learning  religion  ancT 
charity,  and  for  the  gratification  of  individual 
taste  and  social  display,  the  West  stands  in  need 
of  money  to  complete  her  works  of  inprovement 
without  which  her  natural  capital  is  not  available. 

The  eflbrt  of  the  people  of  the  West  is  naturaill} 
to  attract  capital,  and  it  is  the  extent  of  their 
wants  which  occasionally  produces  the  pressure 
felt  in  our  own  money  market.  To  diminish  the 
expectation  of  capitalists,  below  a  reasonable  ex- 
tent, would  be  to  avert  money,  a  commodity  which 
needs  but  proper  support  to  become  naturalized 
at  once.  lYiemonied  capital  of  the  West  would 
be  small  security  for  the  sums  which  must  be  ad-- 
vanced  to  supply  the  immediate  wants  of  that  por- 
tion of  the  country.  It  is  the  natural  resoifces  of 
the  West  that  forms  the  real  basis  of  her  solven- 
cy, and  which  money  must  develop  to  become 
available.  The  west  could  not  borrow  money  to 
be  employed  in  banking  operations  because  the 
business  of  banking  would  not  sensibly  increase 
her  wealth,  and  would  not  therefore  create  a  se- 
curity. 

The  West  is  compelled  to  preserve  a  local  inter- 
est in  her  railroads  to  originate  such  works  and  to 
establish  a  basis  for  ultimate  loans.  Hence  money 
is  necessarily  subscribed  towards  the  construction 
of  new  roads  simply  to  secure  their  c<festruction 
and  to  secure  the  benefits  which  they  confer  on 
real  estate  and  on  industrial  energy.  This  money 
is  oftenest  subscribed  when  it  is  really  needed  to 
clear  ground,  build  highways,  churches,  schools, 
mills,  stores  etc.,  but  the  railroad  is  considered  to 
be  o{ peramount  importance.  The  railroad  oi>ened. 
the  holder  ceases  to  hold,  by  disposing  of  his  stock 
for  the  mejins  of  purchase  or  improvement  of  prop- 
erty, and  the  ownership  is  iransfered  to  another 
and  a  richer  part  of  the  country,  one  where  capital 
rather  seeks  employment  than  employment  capi- 
tal. .... 

The  Journal  has  kept  its  readers  cognizant  of 
the  sources  and  distribution  of  capital  in  our  rail- 
roads, and  has  raised  this  subject  simply  to  cor- 
rect impressions  which  have  been  given  that  the 
West  is  in  a  measure  independent  of  foreign  aid, 


and,  that  the  possible  extravagance  of  her  railway 
enteirprises  could  have  but  little  bearing  ui)on  the 
opeijatioDS  of  the  New  York  money  market.  The  on 
]y  pretext  for  such  a  conclusion  is  in  the  circum- 
stance that  the  relative  debt  of  Western  roads,  com- 
parcid  with  ther  whole  cost,  is  less  than  on  the  av- 
eragje  of  several  Eastern  roads.  Three  words,  how - 
evcrj  will  explain  why  this  is  occasionally  the  case, 
^t  sihaply  because  of  the  uvjitushcd  condition  of 
most  of  the  Wjestern  roads,  liarge  sums  of  money 
will  jbe  required  to  lay  double  tracks,  to  perfect  the 
roati  beds,  toerect  buildings,  an  iiloequip  these  roads 
witu  ample  roilling  slock  ;  but  how  will  this  money 
be  raised  1  The  local  want  having  l>i'on  supplied  in 
the  <;  >nstructiion  of  a  road,  it  must,  if  in  want  of 
mor^  money,  raise  it  on  7:iort^'ai:c.  A  man  who 
has  i  ubscribed  every  dollar  he  could  spare  to  build 
a  roid  afiTectii^  the  value  of  his  property,  is  not 
solicftous  to  increase  the  cost  cf  the  road  at  his 
own  expense,  when  his  property  has  alLaiued  a 
pjsit|on[_properly  demanding  his  means  fur  its  im- 
provement. 

Lejt  the  proportion  between  stock  and  debt  be 
whati  it  may  now,  what  will  it  be,  ten  years  hence, 
wheii  the  work  is  finished  by  creating  an  addi- 
tional debt ; — the  only  means  of  finishing  the  bulk 
of  WJEstem  roads.  Many  of  our  own  roads,  about 
Ifew  York  are  increasing  their  debt  nearly  ererj- 
yearj  while  th^ir  stock  subscription  remains  sta- 
tionary. 

Furthermore,  the  East,  while  it  holds  nearly 
all  o^  the  stock  of  it^  own  roads,  owns  a;  very 
heavi'  share  of  that  of  Wcftrrn  roads  ;  so  that  the 
result  proves  nothing  kssening  the  dependence 
of  the  West  upon  foreign  capital. 

Thp  merits  of  Western  railroad  enterprises  are 
best  Estimated  upon  the  particular  merits  of  their 
the  routes  and  their  relation  to  eommcicial  system 
of  the  country.  Whatever  circumstances  may  incite 
railrclad  construction,  the  result  is  sure  to  estab- 
lish |a  level  upon  which  thc^c  works  will  find 
themselves  only  equal  in  productiveness  to  the 
gencijal  employments  of  associated  capital.  It  is 
not  tl^c  best  idea  that  railroads  be  sought  especi- 
ally a(s  investmtnt ,  but  rather  as  crcativrs  of  capi- 
tal, tlhe  investment  in  a  railroad  is  pennanent, 
not  cipable  of  removal  in  case  it  proves  unproduc- 
tive. I  In  this  respect  railroad  property  is  differ- 
ent fijim  most  others.  Buildings,  steamers,  ships, 
carriages,  merchandize,  etc.,  if  not  available  for 
one  niarket  or  for  one  service  may  be  for  another. 
It  never  can  be  so,  however,  with  railroads ;  while 
the  ttjndency  of  a  too  great  investment  is  to  tax 
the  bfisiness  of  the  community  for  its  support,  a 
result!  which  may  be  worse   than  that  of  the  most 

odious  monoply.  .  ••.•=^ 

j  ' 

The  ISoutb««-«stcrn  -Railwa}',  — ludlauapoll* 
and  Vinceunes. 

We!  learn  that  Mr.  Dennis,  who  has  charge  of 
the  lotating  party  of  Engineers  on  the  Southwest- 
ern Railway,  and  who  has  been  so  long  and  well 
knowi  here  as  an  Assistant  Engineer  to  Col.  T.  A. 
Morris,  has  completed  his  line  from  Vincennes  to 
Point  ICommcroe,  and  has  found  a  m>>st  admirable 
one,  atid  that  the  party  have  gone  back  to  Vin- 
cennei,  and  are  now  engaged  in  staking  off  the 
cast  work  for  the  contractors. 

The  Company  hoj>e,  with  the  means  already 
provided  along  the  line,  and  without  borrowing 
any  njoney,  or  going  from  humc  for  aid  in  any 
shape,;  to  prepare  iheir  road-bed  for  the  iron 
between  those  points  daring  the  present  season. 
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Pacific  llallroHtl, 

Hon.  I.  I.  Stcveos,  Governor  of  Washington 
Territory,  arrived  at  this  port  in  the  California 
steamer  of  last  week,  bringing  with  him  full  re- 
ports of  his  reconnoisance  for  a  railrotid  to  the 
Pacific  oTJr  the  northern,  route. 

It  is  believed  that  Governor  Stevens'  examina- 
tion iii  the  most  complete  and  thorough  yet  made, 
of  any  of  the  routes  proposed  for  a  railroad  across 
the  Continent.  It  has  certainly  been  made  in  an 
incredibly  shost  lime,  when  we  compare  what  he 
has  accomplished  with  what  has  been  effected  b) 
other  parties.  In  the  short  sp.ice  of  one  year,  he 
organized  his  foicjf,  mside  a  thorough  exploration 
of  the  entire  country  between  the  Mi.ssi.s8ippi  and 
Pacific,  orgauizcd  the  new  Territory  of  Wassbing- 
ton — a  labor  which  occupied  his  attention  some 
months — and  is  agaiu  at  the  teat  of  Government 
with  a  full  account  of  his  oi)eralioa8. 

The  plan  of  Gov.  Stevens  embraced  a  thorough 
survey  of  the  route  to  wliieh  he  was  assigned. 
Enjoying  the  full  confidence  of  the  department, 
be  was  allowed  &  carle  blahc/i:,  as  to  the  object!- 
embraced  and  the  mode  of  ai'comiilishing  them 
He  set  out,  therefore,  fully  prepared  for  the  work 
before  him.  The  result  shows  tlie  importance  ol 
placing  at  the  head  of  exploiing  parties  compe- 
tent men,  and  the  value  of  a  properly  crganized 
force.  Gov.  Stevens  will  be  prepared  to  report 
fully  upon  the  topography,  gcograpkij,Jlora,  hydro- 
graphy, tiutcoralogtj,  &c.,  &c.,of  the  country  upon 
this  route  ;  its  capacities  for  settlement,  with  esti- 
mates of  the  cost  of  ^he  railroad  ;  the  best  plan 
for  its  construction  ;  the  means  of  supplying  wood 
and  water  to  it ;  the  obstructions  it  is  likely  to 
enc  uutor  from  snow ;  the  extreme  cold  weather 
in  the  high  northern  latitude  of  the  route.  With 
these  data  a  tolerably  accurate  estimate  of  tlu 
cost  of  the  road  may  be  arrived  at.  Upon  the 
other  routes  proposed,  nothing  of  the  kind  ha> 
been  attempted.  In  referenre  to  these,  we  have 
certain  facts,  from  which  a  pretty  accurate  idea 
can  be  formed  of  the  general  characteristics  of  the 
country  traversed  by  them.  How  far  the  appa- 
rent obstacles  may  be  overcome  by  resources  not 
yet  developed  or  brought  to  ligiit,  remains  to  be 
shown.  No  adequate  explorations  have  been 
made,  showing  the  degree  of  practicability  of 
these  routes.  No  proper  attempt  has  been  yet 
made  to  collate  and  present  in  a  connected  shape. 
the  evidence  that  has  oeen  brought  out  by  the 
various  explorations  that  have  been  made.  In  all 
that  has  been  said  upon  the  subject  of  a  railroad 
upon  what  are  termed  the  souther)!,  routes,  we 
have  not  seen  the  first  attempt  to  present  the  sub- 
ject in  the  light  warranted  by  the  facts  of  the 
case.  Until  a  proper  conception  is  formed  of  the 
proposed  work,  little  progress  will  be  made  toward 
the  grand  result. 

Independent  therefore,  of  the  comparative  n-crits 
of  the  routes  proposed.  The  more  Northern  one 
will  have  the  advantage  of  bi-ing  first  presented 
to  the  public,  in  a  manner  in  which  its  merits  ami 
its  practicability  can  be  fully  understood.  The 
public  will  be  able  to  master  the  subject  at  once. 
This  fact  will  turn  public  attention  still  more  to 
this  route,  and  to  call  out  such  other  facts  bearing 
upon  the  sabject,  as  the  previous  surveys  have 
not  already  developed.  A  suitable  commencement- 
having  been  made,  all  the  facts  that  subse^^ucnt 
investigatioa  and  inquiry  shall  bring  to  light,  will 


ai  once  arrange  themselves  uuder  their  appropriate 
heads,  and  will  exert  their  proper  value  in  adding 
their  strength  to,  or  in  weakening,  the  project. 

Governor   Stevens  claims  to   have   established 
certain  leading   facts  in   reference  to     his   route; 
1st,  that  sufficient  timbei  is  found    upon   its   line, 
both  for  the  construction  and  for  its  present  main 
tenance  ;  2d,  that  it  is  abundantly  supplied    with 
water;  3d,  that  the  country  is  capable  of  sustain- 
ing a  population  supported  by  agriculture,  suflR 
cient  for  the  wants  of  the   roads ;  4th,  that    the 
route  is  favorable  so  far  as  its  line  and   grades  are 
concerned ;  5th,  that   it  will  be   unobstructed   by 
snows,  and  that  the  cold  which  prevails  in  the  win- 
ter season,  will  offer  no  impediment  to  the  running 
of  the  trains,  and  constitute  no  objection  to  the 
use  of  the  road.     In  a  commercial  point  of  view, 
he  insists  that  it  occupies  a   most  important  posi- 
tion, stretching  as  it  do  a  from  the  great   Lakes 
which  with  tlu  River  and  Gulf  of  St.  Lawrence, 
from  a  line  of  navigable  waters  half  way     across 
the  continent,  through  the  valliis  of  the   Misso«ri 
and  Columbia.    It  apparently  occupies  the  naturai 
route   for  a  great  highway   across  the  continent. 
These  great  water  courses  will  form  most  impor- 
tant auxiliaries  in  the   construction   of  the  north 
em  route,  should  it  l)e  undertaken.     The  comple- 
tion of  the  Sault  St.  Marie  Canal  will  render  fVn- 
diL-lac  on  Lake  SujKjrior,   upon  which  one  fork  of 
the  road  must  rest,  accessible  hy  sea  going  vessels. 
This  point  will  constitute  the  convenient  6ajc  of  op 
peratit'us  for   the  Eastern  portion   of  the    road. 
Fromth  at  point  to  the  great  Bend  of  the  Missouri, 
the  distance  is  not  so  great  but  that  the  work  of 
construction  can  be   carried  on  rapidly  and  pro- 
fitably.    From  the  last  named  point,  the  Missouri 
river,  the  navigability  of  which  to  the  Grand  Falls 
in  latitude  llO'^  west  from  Greenwich,  and  about 
2i>00  miles  from  Si.  Loiiis,  Gov.  Stevens  demon- 
strates, can  be  used  as  a  convenient  medium  thro' 
which  communication  can  be  maintained  uninter- 
ruptedly with  a  very  extensive  portion  ofthc  line, 
and  men  and  provisions  thrown  up<m  it  at  a  com- 
paratively low  cost.     The  Columbia  river  can  be 
used  in  a  similar  manner,  though  less  uninterrupt- 
edly and  economically.     The  value  of  such  auxil- 
iaries to  a  work  of  such  immense  magnitude  as 
uuust  be  a  railroad  to  the  Pacific,  cannot   till  they 
are  called  into  use,  be  appreciated.     When  in  the 
construction  of  a  Railroad  2000  miles   1  /iig,    the 
road  as   it   progress  must  sevro   as  the  medium 
through  which  is  to  be  sui>plifd,  not  only  the  force 
which   is   to  build   the   road,  but  their  food  and 
the  materials  for  construction,  the   progress  must 
necessarily  be|cxceedingly  slow.     The  advantages 
whic  h  the  Northern  rovte  possesses  in  the  particu- 
lars named,  would  undoubtedly  allow  it  to^e  built 
in  a  much  shorter  time  than   any  other,  although 
the  latter  might  prove  better  adapted  to  the  wants 
of  the  country. 

Wi!  are  glad  to  learn  that  Governor  Stevens'  re- 
port is  to  have  immediate  publication.  We  hope 
it  will  be  followed  up  by  similar  explorations, 
and  reports  upon  all  the  other  routes.  The  one 
to  be  finally  adopted  is  not  to  be  selected  ui)on  any 
othcrg  round  than  its  superior  adaptness  to  its  ob 
ject.  Let  us  have  the  evidence  by  which  alone  such 
facts  can  be  established,  and  to  which  local  inter- 
ests, sectional  partialities,  must  in  the  end  give 
way. 

Governor  Stevens  gave  an  interesting  Address 


upon  the  subject  of  a  Railroad  to  the  Pacific  before 
the  American  Geognphical  Society|on  the  9th  inst. 
Uc  also  addressed  the  citizens  of  Sau  Francisco 
upon  the  subject,  previous  to  his  leaving  that  city, 
a  brief  abstract  of  which  we  append,  copied  faom 
the  SanFrancisco  Herald. 

Of  all  the  surveys  ordered  by  the  Genera,  Gov- 
ernment at  Washington  with  a  view  to  the  selec- 
tion of  a  route  for  a  railroad  across  the  continent, 
that  entrnsteil  to  Governor  Stevens  of  Washington 
Territory,  is  f*r  the  most  satisfactory,  ♦  *  *  He 
has  accomplished  the  survey  of  a  belt  extending 
two  thou.sand  miles  from  East  to  West,  and  from 
one  hundred  and  fifty  to  two  hundred  miles  from 
North  to  South.  In  the  Rocky  Mountains  his  ex- 
plorations have  extended  ofcr  four  hundred  miles 
from  North  to  South,  and  in  the  Cascade  Moun- 
tains over  two  hundred  and  fifty  miles. 

The  route  occupied  by  Governor  Stevens  and 
his  party  is  the  route  of  the  two  great  rivers  across 
the  continent — the  Mi.ssouri  and  Columbia.  The 
tributaries  interlock  ;  the  whole  mountain  range 
is  broken  down  into  spurs  and  valleys,  and  no  ob- 
structioi'  exists  from  snow.  The  whole  route  is 
eminently  piacticablc.  The  highest  grade  will  be 
fifty  feet  to  the  mile  ;  and  it  may  bo  reduced  to 
forty  on  subsequent  examination.  The  summit 
level  of  the  road  will  be  about  five  thousand  feet 
above  the  sea.  There  will  be  but  one  tunnel. — 
The  snows  will  be  less  than  in  the   New  England 

The  Missouri  River  has  been  surveyed,  and 
found  to  be  navigable  for  steamers  to  the  Falls, 
about  700  hundred  miles  from  Puget  Sound,  and 
600  miles  to  the  point  were  the  main  Columbia  is 
first  reached  by  the  railroad  from  the  cast.  This 
500  miles  is  in  part  along  Clark's  Fork,  afierding 
100  miles  navigable  for  steamers.  It  may  be  here 
observed  that  a  party  under  Dr.  Luckey  went 
down  Clark's  Fork,  from  the  base  of  the  Rocky 
Mountains  to  the  Columbia,  and  thence  to  the 
Lower  Columbia,  in  a  canoe  in  October  and  Nov- 
ember, developing  many  facts  in  regard  to  the 
part  it  must  play  in  the  building  of  a  railroad. 
They  went  the  whole  distance  in  canoes  except 
one  link  of  60  miles.  All  the  winter  parties  were 
heard  from  or  had  come  in  ou  the  25th  of  March. 
The  developemcnls  arc  extraordinary.  In  the 
first  place,  as  to  snow  : 

Liet.  Grover  crossed  the  Rocky  Mountains  in 
the  middle  of  January,  and  found  but  one  foot  of 
snow  in  the  pass;  none  in  the  valleys.  Lieut. 
Mullen  crossed  the  Rocky  Mountains  four  times 
in  December  and  January,  and  the  greatest  depth 
of  snow  found  by  him  was  fifteen  inches,  and  that 
for  a  short  distance. 

He  dwells  on  the  luxuriant  grass  of  the  valleyg 
in  midsummer,  and  expresses  the  opirion  that  it 
must  become  a  great  emigrant  route.  The  Flat- 
head Indians  cross  these  mountains  with  horses 
during  every  month  of  the  win^r.  At  Fort  Ben- 
ton, iust  east  of  the  mountain^,  there  is  not  snow 
enough,  nor  has  there  been  for  tweaty  years,  to 
use  sleds.  The  fur  companies,  in  midwinter,  send 
their  goods  in  wagons  to  their  Northern  trading 
posts.  From  the  Mountains  to  Puget  Sound,  by 
Clark's  Fork  and  the  Columbia  River,  no  obstruc- 
tions snow  exist.  On  this  route  Governor  Ste- 
ven's expresses  have  been  traveling  with  horses 
all  winter.  The  greatest  depth  of  snow  found  by 
Lieut.  Grover  was  two  and  a  half  feet,  and  that  on 
the  mountain  .tpurs  overhanging  Clark's  Fork. — 
Tho  railroad  will  be  located  on  the  side  hill,  where 
the  snow  will  be  much  less  in  depth.  A  practical 
route  to  tho  South  for  the  road  will  be  over  the 
Cascades  by  the  Sno-qual-me  Pass.  Mr.  Tink- 
h;iui  erossesd  the  pass  in  January.  For  six  miles 
on  the  divide  the  snow  was  from  six  to  seven  feet. 
It  than  rapidly  died  out  both  eastward  and  west- 
ward, only  about  forty  miles  in  all  having  snow 
from  one  and  a  half  to  six  ft  et.  The  Columbia 
River  line,  atibrding  a  connection  with  both  Ore- 
gon and  Washington  will  be  recommended  as  cer- 
tainly practicable — the  Sno-qual-me  Pass  line  sav- 
ing one  hundred  and  fifty  miles  as  probaljly  prac- 
ticable, but  requiring  subsequent  examination. — 


AMl^felCAN    RAltkOAb    JOtJRNAt. 
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The  results  of  the  survey  may  be  assummcd  up 
as  follows ;  Three  lines  run  from  the  Mississippi 
River  to  the  Rocky  Mountains  ;  iiine  pa!>ses  ex- 
plored in  the  Rocky  Mountains  to  the  end  of  Jan- 
uary ;  three  lines  run  from  the  Rocky  Mountains 
to  the  Columbia  River  and  Pu?et  Sound ;  the 
Cascades  explored  from  the  Columbia  River  to 
the  49th  parallel ;  Puget  Sound  examined  with 
reference  to  a  railroad  depot ;  the  fact  that  not 
the  slightest  obstruction  will  occur  from  snow  es- 
tablished beyond  controversy.  ."  *;     ":  • 


BuflTalo  and  New  York  Clty^  R«llra;Bdt 

This  Company  having  failed  to  pay  the  interest 
and  a  portion  of  the  first  mortji,age  bonds,  falling 
due  on  the  1st  inst,  a  meeting  of  parties  iuter- 
i- ested  was  held  at  the  Astor  House  in  this  city  on 
the  17th  instant,  for  the  purpose  of  determining 
the  proper  course  to  be  pursued  in  tho  premises, 
The  meeting  was  well  attended  and  was  organiz- 
ed by  the  choice  of  Hon.  J.  Phillips  Phoenix  as 
Ohairman,  and  Mr.  Wilson,  of  Cammann  &  Co., 
Secretary.  After  a  free  interchange  of  views, 
the  following  resolutions  were  framed  and  unani- 
mously adopted,  and  the  Investigating  Commis- 
sion consisting  of  Theodore  Sedgwick,  Edward 
Whitehouse,  and  Denning  Duer  was  appointed  to 
report  at  an  adjourned  meeting  on  Saturday,  the 
27th  inst. 

Resolved,  That  the  general  condition  of  the  af- 
fairs of  the  Buffalo  and  New  York  City  Railroad 
Company,  taken  together  with  the  recent  non-pay- 
ment of  the  interest  due  Ist  iastant,  on  that  part 
of  the  road  from  Buffalo  to  Attica,  on  the  tirst 
mortgage  Bonds  of  the  Company,  is  such  as  to 
require  a  thorough  investigation,  so  that  all  par- 
ties interested  in  the  road  may  know  the  exact 
condition  of  their  investment. 

Resolved,  That  the  interests  of  the  bondholders, 
the  stockholders,  and  creditors  of  the  Company 
call  for  such  investigation,  and  that  the  efforts  of 
all  parties  interested  in  its  permanent  welfare 
should  be  invited  to  cai  ry  out  such  measurt  ■  as  the 
result  of  the  inquiry  shall  show  to  be  judicious 
and  desirable. 

Resolved,  That  a  Committee  of  three  be  ap- 
pointed; that  the  said  Committee  be  composed  of 
parties  who  are  either  bondholders,  stockholders 
or  creditors  ;  that  they  be  instructed  to  make  a 
complete  investigation  of  ihe  affairs  of  the  Com- 
pany, showing  what  the  road  and  its  equipments 
of  every  kind  have  cost,  the  condition  of  its  stock 
and  debt,  in  full ;  the  present  condition  and  future 
prospects  of  the  business  of  the  road ;  and  that 
they  also  report  what  measures  are,  in  their  judge- 
ment, desirable  to  place  the  affliirs  of  the  Compa- 
ny in  a  sound  and  prosperous  condition. 

Resolved,  That  the  officers  and  agents  of  the 
Company  be  respectfully  requested  to  give 
the  said  Committee  all  reasonable  facilities  to  ob- 
tain the  information  above  called  for. 

Resolved,  That  the  said  Committee  nport  as 
aforesaid,  on  the  27th  day  of  May,  and  that  this 
meeting  stand  adjourned  to  the  same  day  at  one 
o'clock,  to  receive  the  said  Report. 

We  are  gratified  to  witness  prompt  action  in 
reference  to  the  above  matter.  We  understand 
that  the  trustee  under  the  mortgage,  will  adopt 
immediate  measures  to  take  possession  of  the 
road  in  behalf  of  the  bondholders.  So  that  nei- 
ther their  rights  nor  the  value  of  their  securities 
will  be  prejudiced  by  the  action  of  the  company. 
As  the  earnings  of  the  road  are  sufiScieut  to  pro- 
vide amply  for  all  claims  arising  under  the  first 
and  second  mortgages,  the  bondholders,  barring 
the  inconvenience  arising  from  the  temporary  post- 
ponement of  one  of  their  instalments  of  interest, 
will  not  suffer. 

We  must  say  that  the  President  of  the  road, 
who  is  regarded  aa  responsible  for  what  has  oo- 


curred,  is  placed  in  a  position  in  which  his  integ- 
rity is  liable  to  be  directly  impugned. 

The  net  earnings  of  the  road  properly  applied, 
must  have  been  suflicieut  to  have  met  the  interest 
due  on  the  first  instant.  If  not,  it  was  his  duty  to 
have  made  a  statement  of  facts.  It  is  very  prob- 
able that  the  currsnt  earnings  of  the  Co.  were  used 
for  expen.'ies  as  received,  but  we  happen  to  know 
that  parties  flood  ready,  in  case  such  were  the 
fact,  to  advance  the  necessary  amount  to  pay  the 
May  interest,  upon  such  security  as  the  company 
could  readily  offer.  But  the  President,  it  seems, 
chose  to  take  some  other  course,  the  motives  of 
which  are  not  apparent.  Whatever  these  may  be, 
unless  they  be  satisfactorily  explained,  he  has 
affixed  a  stain  upon  his  own  character,  and  which 
must  attach  to  the  road  till  it  passes  into  new 
hands.  We  trust  and  fully  believe,  that  he  will 
find  no  person  occupying  a  similar  position,  with 
whom  he  can  share  his  present  responsibilities. 
Neither  tlie  public  sentiment,  nor  the  laws  of  the 
country  will  tolerate  such  acts  on  the  part  of  rail- 
road officials ;  and  the  indignant  condemnation, 
and  the  promptness  with  which  action  has  follow- 
ed the  offence,  will  in  the  end,  perhaps,  do  quite 
as  much  good  to  our  railroad  companies  as  the 
above  default  has  done  them  harm. 


Frankliii  and  l/ITarren  llallroad    Coinpau):> 

From  the  fir.st  report  of  the  President  and  Di- 
rectors of  tlic  above  company  to  the  .stockholders, 
dated  July  1853,  we  learn  that  the  organization  of 
the  company  was  effected  the  I'Hh  June  1851. 
Early  in  oct(>ber  of  1852,  prclininary  surveys  were 
made  under  charge  of  Col.  Geo.  Robin.son,  which 
provecl  cntiivly  satisfactory  as  to  the  feas-ibility  of 
the  route.  The  charter  of  the  company  is  of  the 
most  liberal  character,  authorizing  the  construc- 
tion of  a  double  track  railway  from  the  northeast- 
ern to  the  western,  or  southwestern  extremity  of 
the  State.  '■;.•-;.:;    .;■:.';.:.■>■-■■..,. 

A.  contract  for  the  con.?trtictIon  of  the 
work  was  ma»le  with  Mr.  Ueuery  Dooliltle  in 
June  last,  at  rates  entirely  satisfactory  to  the 
company.  The  finances  of  the  company  consist, 
chiefly,  of  local  individual  subscriptions,  amounts 
ing,  in  the  aggregate,  to  one  million  three  hundred 
thousand  dollars,  with  the  encouraging  prospect 
of  being  increased  to  one  and  a  half  million  of  dol 
lars.  Of  the  first  named  amount,  nearly  one  mil- 
lion of  reliable  subscriptions  are  now  in  the  pos- 
session of  the  company ;  the  balance  will  be  ready 
for  delivenr  at  different  points  on  the  line  so  soon 
.as  the  proper  examinations  are  made  for  the  {>er- 
maneut  location  of  the  road.  This  amount,  added 
to  the  portion  subscribed  and  payable  to  the  con- 
tractor, will  amount  to  about  two  and  a  half  mil- 
lion of  dollars,  which,  it  is  confidently  belived, 
will  constitute  sufficient  basis  to  insure  the  com- 
pletion of  the  work;  and  establish  ample  confi- 
derc3  in  the  enteri)ri.se. 

In  the  examinations  and  selections  for  this 
route,  three  essential  considerations  were  kept  in 
view. 

1st.  The  shortest  and  most  direct  line  from  the 
city  of  Dayton,  as  a  western  terminus,  to  the  north- 
eastern connection  with  the  Pennsylvania  State 
line. 

2d.  The  face  of  the  country  most  conveniently 
and  economically  fitted  for  the  construction  of  the 
road. 

3d.  The  points  of  connection  with  other,  more 
especially  with  Western  and  Southern,  enterprises 


tion. 


gross,  or  projected,  serving  or  likely  to  serve  a  t> 
fccdcrte  for  the  main  trunk  of  which  the  Franklia 
Warreji  RailroJid   forms  so  consideiablc   a    por- 

Foi  the  American  Railroad  Jnurnal. 
Thcl  Ml8BUsl|ppi  aitd  TenMesaec  Railroad. 

Editor  .—The  above  road  which  has  thus 
far  ext-itod  but  litttc  attention  abroad,  is  destii:ed 
soon,  ill  viewjof  Its  important  connection,  to  occupy 
a  proibinent  position  among  the  railroads  of  the 
Southl  Its  southern  terminus  is  Grenada,  Miss 
issippi,  where  it  cohnects  with  the  Central  roa»l, 
exten4iug  South  to  Canton,  and  thence  to  Ncw- 
Orleaiis  and  Moljile,  by  the  Great  Northern,  and 
Mobilt  and  Ohio  roads.  At  Memphis,  its  north- 
ern tetminus,  it  connects  with  the  Memphis  and 
Louisiille,  and  Memphis  and  St.  Louis  roads  on 
the  N^rth,  the  ^Iemphis  and  Charleston  road  on 
the  EAst,  and  the  Memphis  and  Little  Rock  road 
on  tho  West,  (hU  of  which  roads  except  the  latter 
are  in  ;active  pr<>cesS  of  construction,)  thus  mak- 
ing Memphis  a  grand  focus  from  which  radiate 
roads  fconnecting  every  quarter  of  the  Union;  ex- 
changing at  this  point,  the  rich  mineral  and  agri- 
cultural produc|,s  of  the  North  for  the  great  tex- 
tile pr|)duct  of  (he  South. 

If  a^straight  line  be  drawn  from  St.  Louis  to 
New  0rleans,  itiwill  pass  through  Memphis  and 
over  t|ie  Mississippi  and  Tenne.<«.soe  road,  and  con- 
nect tttese  two  i>oints  by  a  practical  railroad  route, 
not  exceeding  oRO  miles,  whereas,  by  the  Missis- 
sijtpi  ^iver,  a  jgreat  highway  strewn  with  the 
wreck*  of  hum.ln  life  and  property,  the  distance 
is  V1\Q  miles.  This  road  penetrates  for  itj»  entire 
length  of  97  mi|es,  the  richest  cotton  growing  re- 
gion Of  Mississifipi,  and  at  the  lowest  estimate  will 
add  to' the  tradd  of  Memphis  one  hundred  thous- 
and cojtton  balei!,  which  now  find  their  way  to 
New  Orleans,  tWough  the  small  tributaries  of  the 
.Mississippi  River.  The  road  is  one  of  easy 
construction,  papsing  over  a  comparatively  level 
countr^  with  a  ^ight  sandy  earib,  and  no  rock 
whatever.  The  attention  of  capitalists  and  con- 
tractors is  invited  to  it,  as  affording  an  imusual 
opening  fur  good  investments  and  profitable  work . 

&I1.VOR  Meriwether^ 
Chief  Engineer. 


of  the  same  character,  either  completed,  in  pre-] its  merits. 


Dc^Ny'a  DiTldcd  Axle. 

The  especial  attention  of  engineers  and  practi- 
cal railroad  men  is  for  the  advertisment  and  en- 
gi-.iving  of  Denny's  axle  in  this  day's  Journal.  It 
promises  to  be  of  very  great  importance  if  it  has 
any  merit  at  all.  Not  having  been  able  to  view  any 
of  the  ]»ractical  tests  to  which  it  has  been  subjec- 
ted weare  unable  to  speak  from  personal  knowl- 
edge, but  at  this  day  it  is  not  needed  that  we 
should  enter  into  an  argament  to  show  the  disas- 
trous and  destructive  results,  to  both  life  and 
property  ari.sing  from  imperfect  axles, 
inventor  claims  that  his  improvement,  without  ad- 
ding niaterialy  to  the  present  expense  of  axles, 
wile  entirely  do  away  with  the  danger  of  breaking 
of  them  by  the  extraordiary  strain  put  upon  them 
in  passing  curves.  This  improvement  was  patent- 
ed on  the  31st  January  last  and  is  now  affected  to 
the  investigation  of  railway  men,  carbaildcrs 
etc; 

The  object  sought  to  be  attained  by  this  axle  is 
of  unquestionable  importance,  and  the  invention 
is  therefore  entitled  to  the  careful  isvestigation  of 
those  persons  wbo  are  competent  to  decide  upo 
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Rallvyay   Consolidation. 

The  Sandasky,  Mansfield  and  Newark  Railroad 
Compaiy,  which  is  formed  by  the  Consolidation 
of  the  Mansfield  and  Sandusky  city,  the  Colum- 
bus and  Lake  Erie,  and  the  Huron  and  Oxford 
Railroad^  Companies,  has,  wc  learn  funded  its 
floating^ebt,  which  will  enable  that  company  to 
pay  dividends  hereafter  regularly  from  ita  earn- 
ings. The  new  company  has  issued  a  series  of 
bonds,  which  it  proposes  through  its  agent  D.  N. 
Barney,  82  Broadway,  to  exchange  for  the  bonds 
of  the  original  companies.  These  Bonds  arc  secu- 
red by  a  mortgage  on  the  whole  road,  which  is 
127  miles  long,  and  well  furnished  for  business. 
We  learn  that  the  old  bond-holders  are  rapidly 
exchanging  their  old  bonds  for  the  new,  as  the 
security  is  deemed  better  and  more  available. 
When  the  Scioto  and  Hocking  Valley  Railroad  is 
complete,  which  traverses  the  great  mineral  re- 
gion of  Ohio,  the  stock  of  either  will  be  a^ood  in- 
vestment, and  the  whole  line  of  road  will  do  more 
than  any  other  to  develope  the  natural  resources 
of  the  State. 

The  latter  road  is  rapidly  approaching  comple- 
tion. Forty-five  miles  at  the  South  end  is  in  op- 
eration, and  with  only  four  engines,  is  earning 
some  $8000  per  month.  Some  ten  iron  furnaces, 
producing  near  30,000  tons  pig  metal  annually, 
are  accomodated  by  this  road  for  carrying  their 
products  to  market.  •<Ahe  gap  between  Newark 
and  Jackson,  90  miles,  is  nearly  ready  for  the 
rails,  and  it  is  expected  will  be  completed  within  a 
year. 


Notice  to  Contractors. 

Oi"FICE    OF     THE    ViCKSBL'RG,     ShREVEI'ORT     AND 


JL>.  Mitchell,  Jr., 

Chief  Eiiginoor  Pittsburgh  and  Stcubcnvillo,  and  Chartittrs  Valley 
Ruilroailri,  Pittsburg,  Pa. 

Samuel  Mc  Elroy, 

As-sistaiit  Eiigincor,  Now  York  Navy  Yard. 


Charles  B.  Stuart, 

Civil  EiiKineer,  New  York. 


Texas  Railroad  Company,  > 

Monroe  La,,  March  8th,  1864.  j 

SEALED  PROPOSALS  will  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
o'clock  p.  M.,  for  clearing  and  grading  the  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of 
about  twenty  miles;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles  ;  and,  also,  for  clear- 
ing and  grading  a  section  oftwonty  miles,  bogin- 
itig  at  the  Ouachita  river  and  running  west,  in  the 
parish  of  Ouachita. 

Bids  may  be  made  for  the  sections,  or  any  portion 
thereof,  not  less  than  one  mile,  and  those  propos- 
ing to  take  stock  of  the  company  in  part  payment, 
will  be  most  favorably  considered,  The  lines, 
plans,  profiles  and  quantities  of  work,  together 
wilh  the  specifications,  are  now  ready  for  exami- 
nation in  the  office  of  the  company.  Payments 
in  the  proportion  of  four-fifths  of  the  amounts  due 
will  be  made  at  the  end  of  each  month  or  quarter, 
as  may  be  agreed  on,  during  the  progress  of  the 
work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract,  or  to  reject  all  if  none  are  satis- 
factory. 

Fi^rthcr  information  may  be  obtained  from  the 
undersigned. 

N.  D.  COLEMAN. 

President. 


JOURNAL.  

Si, 700,000 

LOAN  OF  THE  MORTGAGE  BONDS  OF  THE 
NEW    YORK    AND     HARLEM     RAILROAD 


Edward  \V.  Serrell, 

Cbil  Engineer,  157  Broadway,  New  York. 

MONTREAL.  &  NEW  YORK 

AND 

Plattsburgh  and  Montreal 

RAILROADS. 

%^Open  through  from  Plattahurgh  to  MoTVtrcal..M^ 

Pagitengbr  Trains  leave  Montreal  for  Plattsburg  at  6  30  a.in 
and  6  p.ni.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattsburg  (br  Montreal  7.30  a.m.  and  4  p.m.,  arrive  a 
10  a.m.  and  6.50  p.m. 

Trains  coiuiet  at  Montreal  with  Steamers  for  Quebec,  and  the 
8t  Lawrence  and  Atlantic  Railroad  for  Sherbrooke  and  inter 
mediate  station. 

Trains  connect  at  Mooors  Junction  with  Northern  (Ogdcna- 
burgh)  Railroad  for  OgJen!< burgh  aiid  Lake  Ontario  Ste:iniers  for 
Lewiston,  Niagara  lalls  and  Upper  Canadin,  and  all  ports  on  the 
WestemLakes. 

Trains  connect  at  Plattaburgh  by  Steamer  to  Burlington  with 
Rutland  and  Burlington  Railroad  and  connecting  lines  for  Troy, 
Albany,  New  York  and  Boston,  and  all  intermediate  stations. 
Also  With  steamers  for  Whitehall  to  the  Saratoga  and  Wanhing- 
ton  Railroad,  asd  conncctiu^ lines  of  road  to  Troy,  Albany  atxl 
New  Toik. 

PMMogcrs  win  And  this  route  uneaquolled  for  comfor  and 
<S8p«tch,  and  attended  with  lessf  atigtie  and  dcly  than  any  other. 
It  poesessee  moreover  the  advantage  of  a  short  Ferriage  of  only 
fifteen  minute*  across  the  River  St  Lawrence  at  Caugliaawatst. 
which  has  n^ver  been  known  to  freeze,  and  can  be  confidently 
relied  upon  at  all  seasons  of  the  year. 

■9'Friegbt  Tarins  run  daily  each  way. 

For  particulars  pee  Frieght  and  Passenger  Tarift 

Baooaos  checked  through. 

H.  W.  NELSON,  Superinten.ieni. 


:>^ ''^      Railroad  Iron. 

THB  "  Montour  Iron  Company ''  is  prepared  to  execute  or- 
ders for  Rails  of  the  usual  patterns  and  weights,  end  of 
any  required  length  not  exceeding  30  feet  per  rail. 

Apply  to  THOS.  CHAMBERS, 

September,  1860.  President. 


,i 


r.  J.  TOURNADRE, 

Chief  Engineer. 


Railroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  ihoiisands  of  emi- 
grants ajjply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union.  *• 

MORRIS  &  COHNERT, 
Eh.ropean,  American  Employment  Office, 
287  Broadway,  corner  Rcade-st. 
8m*10     Under  the  Irving  House,  New  York. 


N.  York  and  ]S»  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

CummetKtng  Monday,  May  0,  1864.      j^m^^. 


TRAINS  rROM  HIW  TOUL       {         TRAin  TO  RBW  TORE. 

7  A.  M. — Accommodation  to|5.30  A.M. — Special,  from  Fort 

New  Haven.  Chester. 

8  A.  M. — Express  for  Boston,  6.00  A.M. — Commutation  ttom 

stopping  at  Stam-i  New  Havea 

ford    and    Bridge-'6.15  A.M. — Accommodation  ftn 

port  i  New  Havea 

9.10  A.M.— Special     for    Port  8.15  A.M.— Accommodation  fm 

Chester.  i  New  Haven. 

11.30  A.M.— Accommodation  tor  9.35  A.M.— Express  from  New 
New  Haven.  Haven,  Stopping  at 

3-00  P.M.— Express    for    New  Bridgeport,      Nor- 

Haven,  stopping  at  walk  and  Staunford. 

■^  ■■.■•■         Stamford,  Norwalk  107  P.M.— Boston       Express, 
'        '  and  Bridgeport       j  stopping  at  Bridge- 

4  00  P.M.— Accommodation  for  port,  Nor  walk  and 

New  Haven.  |  Stamford. 

6  00  P.M.— Exprcssfor  Boston,  400  P.M. -Special,  from  Port 
stopping  at  N.  Ha-i  Chester, 

▼on.  14.00  P.M.— Accommodation  fin 

6.35  P.M.— CommutationforN.'  New  Haven. 

Havea  19.30  P.M.— Boston       Express, 

6.30  P.M.— Special     for    Portj  stopping  at  Bridge- 

Chester,  port,  Norwalk  and 

1  Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Supt 
Ifew  Haven,  May,  1864. 


COMPANY. 

This  Company  will  receive  proposals  for  one 
million  seven  himdred  thousand  dollars  of  their 
First  Mortgage  Bonds,  issued  in  sums  of  one 
thousand  dollars  each,  payable  at  the  office  of  the 
Company,  in  the  City  of  New  York,  on  the  first 
day  of  May,  1873,  with  coupons  attached  for  the 
payment  of  interest  at  the  same  place  semi-annual- 
ly, on  the  1st  of  May  and  1st  of  November,  at  thai: 
rate  of  seven  per  cent,  per  annum.  ' 

These  Bonds  are  secured  by  a  First  and  only 
Mortgage,  to  Thomas  W.  Ludlow  and  R.  M.  Blatch- 
ford.  Trustees,  on  the  road  aud  its  appurtenances, 
made  under  special  authority  of  an  Act  of  the 
Legislature  and  vote  of  the  Stockholders. 

The  whole  amount  of  Bonds  which  can  be  is- 
sued under  the  Mortgage  is  $3,000,000,  and  will 
be  the  first  and  only  lien  upon  the  road,  and  will 
constitute  the  sole  debt  of  the  Company.  The 
Company  reserve  $1,300,000  of  this  Mortgage  for 
the  exchange  of  all  the  outstanding  plain  Bonds 
of  the  Company  now  in  existence,  and  propose  to 
dispose  of  the  residue.  One  Million  Seven  Hundred 
Thousand  Dollars,  for  the  purpose  of  discharging 
all  their  floating  dept,  and  of  payment  of  the  ex- 
penditure necessary  for  the  full  completion  of  the 
improvements  now  in  progress  upon  the  road. 

The  capital  of  the  company  paid  in  is  $1,500,000 
of  Preferred  Stock  and  $3,600,000  of  Common 
Stock,  upon  which  regular  dividends  have  been 
earned  and  paid  for  the  last  five  years  of  Eight  (8) 
per  cent,  per  annum  on  the  former  and  Four  (4 
per  cent.)  on  the  latter. 

The  receipts  of  1863  amounted  to  961,407,  be- 
ing an  increase  of  twenty-six  (26)  per  cent  over 
1852,  and  there  is  no  doubt  a  still  larger  business 
will  be  done  the  present  year. 

The  public  have  therefore  now  offered  them  a 
home  security  of  the  most  reliable  character. 

The  Acceptances  of  the  Company  will  be  receiv- 
ed in  payment  for  the  Bonds. 

Twenty  (20)  per  cent,  is  required  to  be  paid 
on  acceptance  of  bids,  and  Twenty  (20)  per  cent, 
every  thirty  days  thereafter,  for  which  Bonds  will 
be  given ;  Ten  (10)  per  cent,  however  of  the  first 
instalment  beirg  reserved  by  the  Company  until 
completion  of  the  contract;  interest  to  be  adjusted 
from  the  Ist  of  May. 

Parties  have  the  privilege  of  making  payment  in 
full  and  receiving  their  Bonds. 

Sealed  Proposals  will  be  received  at  the  office 
ofBLATCHFORD&RAINSFORD,  No.  58  Wall 
street,  on  or  before  the  10th  day  of  Mav  next,  at 
3  o'clock  P  M. 


£dgre  Tools. 


THE  UnderhiU  Edge  Tool  Company  manufacture  from  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  for 
the  New  England,  Southern  and  Western  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  alt  of  which  ar«  constanUy  kept  on 
hand  at  their  Warehouse,  53  Kilby  street,  Boston. 
December  18, 1852.  WM.  S.  SAMPSON,  Agent 


Notice  to  Urldg^e  Builders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Works, 
of  the  Huntingdon  and  Broaii  Top  Railroad. — 
Plans  and  specifications  will  be  exibitcd  at  the  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN  C.  Engineer 
Huntingdon  May  6  1854,  4t 

To  Contractors. 


PHILADELPHIA,  WILMINGTON  AND  BAL- 
TIMORE RAILROAD  OFFICE.— Philadelphia, 
April  2l8t,  1854.— PROPOSALS  will  be  received 
at  this  office  until  May  25tb,  1854,  for  driving  the 
piles,  protecting  the  foundations,  and  for  the  Ma- 
sonry above  and  under  watei,  of  the  proposed 
Bridge  across  the  Susquehanna  River  at  Havre- 
de-Grace,  Maryland. 

AhK),  for  the  Grading  and  Masonry  of  the  new 
location  of  the  Road  adjoining  the  Bridge,  and  of 
the  Port  Deposit  Branch  Railroad. 

Plans,  profiles  ond  specifications  may  be  seen  at 
the  Engineer's  Office,  in  Havre-de-Grace. 

S.  M.  FELTON, 

17,4t  Pres.  P.  W.  and  B.  R.  R. 


^American  railroad  joc^rnal. 
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Mew  York  and  £rie  R.  R. 
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PASSENGER  TBAINS 

leave  Pier  foot  of  Duaoe  struct, 

«s  follows!,  viz: — 


h 


Buffalo   ExPKESii,  at  C  a.  m.  for  Buffalo  direct,   without 
cUauge  uf  baggage  or  cars. 
Dunkirk  Expre^:!■.  at  7.  a.  m.  for  Dunkirk. 

Mail,  at  Sh  a.  m.  for  Duukirk  and  Buffitlo,  and  intermediate 
etatioiu>. 

Wat  Express,  at  I2ii  p.  m.  for  Duukiric. 
Bocklaod  Parse  tigers,  at  3.  30   p.  m.,  (from  foot  of  Chamer' 
:$tr«et)  via  Piennont,  for  Sutfbrn  and  intermediate  statioiu. 

Wat  Passexuer,  at  4  p.  nt,  for  Otisvillc,  and  intermediate 
stations. 

NiOHT  Express,  at  6  p.  m.  for  Dunkirk  and  BufBilo. 

Emigrant  at  6  p.  lu. 

On  Sundays  only  one  Express  Train — at  6  p>in. 

Theec  Express  Trains  connect  at  Bufl^lo  with  first-cla'v 
splendid  Steamers  on  Lake  Erie  for  all  ports  on  tlie  Lake  :  and 
at  Dunkirk  with  tlie  Lake  Shore  Railroad  for  Cleveland,  Cincin- 
nati,  Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  8m.'L 


Great  Western  Mail  Route. 

SIXTY  MILES  DISTANCE  SAVED  TO  CHICAGO  AND 
ST.  LOUIS.  TUB  MICHIGAN  SOUTHERN  AND 
NORTHERN  INDIANA  RAILROAD  LINE,  carrying  the 
Great  Western  United  States  Xlu-oug!i  Mail,  have  the  following 
staunch  llrst-class  Steamers  running'm  Lake  Erie  in  connectioii 
with  the  NEW  YORK  AND  ERIK  RAILROAD  froirfDnukirk, 
touching  at  Cleveland,  and  connecting  with  their  Road  at  To- 
ledo, and  connecting  directly  with  the  CHICAGO  AN'D  ROCK 
Iceland  railroads  at  Chicago,  in  the  same  Depot,  thus 
funning  a  Daily  Line  lor  Passengers  and  Freight  from  New 
■ifork  to  ttie  Missis-sippi  River.  NIAGARA,  Capt.  Miller ; 
EllPIRE,  Capt.  Mitchell;  KEYSTONE  STATE,  Capt.  Rich- 
ards ;  LOUISIANA,  Capt.  Davenport  Also 
A  DAILY  LINE  EKOM  BUFFALO  DIRECT  TO  MONROE, 
by  tboee  well-known  magiiiticent  Floating  Palaces,  EMPIRE 
STATS.  J.  WiL!<o.N',  Commander,  leaves  UutAik)  Mondays  and 
Thursdays;  SOUTHERN  MICHIGAN,  A.  D.  Perkins,  Com- 
mander, leaves  BuHalo  Tuesdays  and  Fridays ;  NORTHERN 
INDIANA,  I.  T.  Pheatt,  Commander,  leaves  Buffalo  Wednes- 
days and  Saturdays. 

One  of  the  above  splendid  Steamers  will  leave  tlie  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'clock,  P.  M.  every  day,  (ex- 
cept Sundays)  and  run  direct  through  to  Monroe  without  landing, 
iaii  hours,  where  the  LIGHTNING  EXPRESS  TRAIN  wiU 
be  in  waiting  to  take  passengers  direct  to  Chicago  in  8  hours,  ar- 
riving next  evening  after  leaving  Buffalo. 

Running  tine  fVom  New  York  to  BafTalo 14  hours. 

Running  time  from  Buffalo  to  Monroe 14  hours. 

Running  time  from  Monroe  to  Chicago 8  hour'. 

Total 36  hours. 

Connecting  at  Chicago  with  a  fine  line  of  Low  Pressure  Stcam- 
Ixjats  to  all  places  north  of  Chicago  to  Green  Bay  ;  also  with 
Chicago  and  Rock  Island  Railroad  to  La  Salle,  and  there  con- 
nect with  Illinois  River  Line  of  Steamboats,  or  Express  Trains 
of  ILLINOIS  CENTRAL  AND  CHICAGO  AND  MISSIS- 
SIPPI RAILROADS,  or  connecling  at  Rock  Island  with  reg 
ular  line  of  steamers  for  all  points  above  and  below,  making 
the  cheapest  and  most  direct  Route  to  St.  Louis,  Rock  Island, 
Minnesota,  and  the  Great  West. 

The  AMERICAN  LAKE  SHORE  RAILROADS  from  Buf- 
falo and  Dunkirk  connect  with  this  line  at  To.edo,  forming  the 
only  direct  and  eootinuous  hne  of  Railroads  from  the  Atlantic 
Seaboard  to  the  Valley  of  the  Mississippu 

Running  time  to  Cliicago,  36  hours  ;  to  St.  Louis,  56  hours. 
FOUR  DAILY  TRAINS  by  RaUroad  all  the  way. 
TWO  DAILY  LINKS  by  Steamers  on  Lake  Erie. 
'     Thus  the  Traveller  and  Shipper  can  see  at  a  glance  that  no 
other  Line  can  enter  the  lists  as  competitors. 

Passengers  Ticketed  Through  from  New  York  with  privilege 
of  stopping  over  at  any  point  on  the  route,  and  resuming  scAts 
at  leisure,  eiU>er  by  the  New  York  and  Erie  Railroad,  via  Dun- 
kirk, New  Y'ork  and  Erie  and  BuOalo  and  New  York  City 
Railroad  via  Bufialo ;  People's  Line  of  Steamboats,  Hudsoo  Riv- 
er or  Harleia  aud  New  York  Central  Railroads,  via  Alt>any  and 
Butlala 

For  any  farther  Information,  Through  Tickets,  or  Freight,  ap- 
ply at  the  Company's  Office,  No.  193  Broadway,  comer  of  Dey 
St.,  N.  Y  ,  to  JOHN  F.  PORTER,  General  Agent,  or 

L.  P.  DUNTON,  Ticket  Agent, 


Notice  to  Contraetors. 


PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  either  in  whole 
or  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extanding  from  Memphis  to  Qrenada,  Mis- 
uissippi,  about  97  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  next.  Proposals  for  the  entire  construc- 
tion^and  equipment,  and  otherwise  as  favorable, 
will'have  preference.  Profiles  and  estimates  of 
the  first  60  miles  may  be  seen  on  application  at 
the  Engineer's  Office  in  Memphis.  Bidders  must 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

Chief  Engineer. 
May  4th,  1864. 


Notice  to  Contractors. 


Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Caroliua; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  viaClay  ton, Georgia,  Franklin  North 
Carolina,  to  Knoxville  Tenne.ssee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Turniptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Turniptop  Mountain  to  the  Rabun 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  <>f  6800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length  ; 
a  suspension  bridge  across  the  Chatnga  River  500 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessoe  River;  the  class  of  work  is  princi- 
pally side  hill  evcavation,  .some  of  which  is  rock  ; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet.  From  Hardens  to  Knoxville,  a  distance 
of  45  mil(!s,  the  line  follows  the  river  abont  eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville  ;  this 
portion  of  the  road  is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
1000  feet  long  and  45  feet  high,  crossing  the  Hols- 
ton  River  at  Kno«ville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
andfromFranklin  to  Anderson,  stratified  sand  stone 
and  gneisQ  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way offers  great  inducements  to  experienced  con- 
tractors. The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonrj'  for 
the  heavy  portion  of  the  line,  from  and  after  the 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  Noitb  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  at  each  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with'cash  payments,  alsoeighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Sticks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13 ANSON  BANGS  &  Co. 

To  Contractors,    : 

The  Virginia  Central  Railroad  Co.  proposes  to 
contract  for  taking  up  about  3G  rails  of  super- 
structure now  laid  with  the  strap  rail,  and  relay- 
ing with  a  heavy  rail,  the  contractor  furnishing  ev- 
ery thing  except  the  ties  which  will  be  distribu- 
ted by  the  company. 

Sealed  propospals  will  be  received  at  the  office 
of  the  company  in  Richmond,  until  the  24th  day 
of  May  next,  at  9  o'clock. 

The  Rail  to  be  used  must  weigh  from  55  to  60 
lbs.  to  the  yard.  Payments  to  be  50  per  cent, 
cash,  and  60  per  cent,  in  the  Bonds  of  the  com- 
pany running  30  years,  and  secured  by  a  mort- 
gage on  the  whole  property  of  the  company. 

Specifications  may  be  obtained  at  the  Engineer's 
office  at  Richmond,  after  the  10th  day  of  May. 
CHARLES  ELLET,  Jr. 
Chief  Engineer. 

April  26th  1854.  8t.l8 


To  Contractors. 


PACIFIC  RAILROAD  OF  JIISSOURI 

TUIRD    AND    FOLRTH    DlVi'^lONS. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  this  road,  (extending  from  the  Mis- 
souri river  at  Jeflorson  City,  pa.ssing  near  George- 
town aud  Warieusburgb,  to  the  Missouri  river  near 
Independence,  about  100  miles.)  so  soon  after  the 
first  of  May  next,  a.^  satisfactory  projMJsals  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  ofTor- 
ered,  or  such  parts  as  particular  cquiractors  may 
select  in  form  aud  quantity  to  suit  the  interests  of 
the  company.  Proposals  are  asked  for  by  the  cu- 
bic yard,  with  cash  payment.s ;  l>ut  contractors 
may,  if  they  de-sire,  accompany  their  ofler  with 
proposals  for  two  thirds  cash  and  one  third  in 
county  and  railroad  mortgage  bonds  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  Pacific  R.-iilroad 
Office,  in  St.  Louis,  aud  any  information  will  be 
given  on  a|>pUcation  to  the  Engineer. 

The  first  division  of  this  road  is  now  in  opera- 
tion ;  the  St  cond  division  to  Jefi'erson  City  under 
present  course  of  construction. 

The  third  and  fourth  divisions  now  nffoii  d  pass 
over  a  high,  ro'lii'.g  mixed  prairie   and   tiralK-red 
country,  and  ior  healthfuhiet<.s  and    supply  of  pio- 
visions  will  compare   favorably  with   any  part  o 
the  west.  THOS.  ALLEN,  Pres. 

Thos.  S.O'Slt.livan,  Chief  Eng. 

Pacific  R.R.  Office,  St.  Louis,  Feb.   1854.  ' 

To  Chief  Kngjueers^ 

ACicntleman  who  ha"  had  fome  Eigtit  years  Experience  at 
construction  of  various  Eastetn  and  West/>ni  Railroads  dc«- 
ires  a  situation  as  Resident  Engineer  upon  some  railway  iti  tlie 
Unitetl  States.  The  l)est  of  references  as  to  Capaliiljty  aud  Ef- 
ficiency can  be  furnished.  Address  li.  care  of  John  Palmer  Esq. 
East  Cambridge,  Mass.  17  fX 


For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY  etc  ,  St  Law 
rence  County,  N.  Y.— This  well  kjiown  esUbb«J>menf,  hav- 
ing attached  to  it  a  large  and  comi>lote  Casting  House  and  Ma- 
chine Shop,  Willi  ample  arcommodatioii.s  R>r  workmen,  and  eve- 
ry convenience  necessary  to  the  the  prosecution  of  an  extensive 
business,  toKether  with  >aluabk'  Iron  Mines  and  Mining  Rights, 
also  Timber  Laiiii^,  is  oft'cred  for  sale  by  the  proprietor,  who  re- 
tires from  the  bu.sine>.s.  The  capacity  of  Uie  Rofsie  Furnace 
fer  making  iron,  is  believed  to  be  unsurpassed  by  any  charcoal 
Furnace  in  the  countr>',  having  repeatedl}-  nm  up  to  fourteen 
tons  per  day,  with  65  to  60  per  cent,  yield  fhjin  ores— specular 
red  oxides— coal,  per  ttm,  100  busbeb.  The  same  has  been  io 
iminterrupted  operation  for  over  twenty  yt«rs,  and  the  reputa- 
tiifl  of  its  iron  is  established  throughout  the  West  The  locatjoo 
«■  these  works  i«  in  tlie  N-iilage  and  tovrjt  of  Rossie,  county  of  St. 
L.. wref ice,  N.  Y.,  six  miles  from  the  River  St.  Lawrence,  and 
connected  therewith  by  a  plank  road.  Their  cost,  apart  fVoni 
premi^jes  and  water  iK)wer,  has  nvolved  an  expenditure  of  over 
$100,000,  and  Uieir  present  efficiency,  in  every  respect,  is  con- 
sidered unexceptionable.  For  further  information  apply  to  D. 
W.  Baldwin,  Agent,  at  the  works,  or  to  the  unden>ign.^L 

O    PARISH. 
Ogdensl.urgh,  N.  Y.,  April,  ISai  15,3ni» 

SSEy-MOUK&~CO.  GENERAL  RAILROAD 
•  AGENCY,  Office,  Metropolitan.Bank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  persons  desiring  to  invest, 
the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.R.  STWK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  vears. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS,  at  11 
vears. 

LOUISVILLE  AND  NASHVILLE  R  R  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepare<I  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chairs,  spikes,  switch  irons,  A-c,  &c. 


,-V:.i^^:. 


320 


AMERICAN    RAILROAD    JOVRNaL. 


wum 


Railroad  Iron. 

TIIK  IJDdcrsigiied,  Agwits  ilir  tho  Manufiintiircrs,  aro  |«rc 
pared  lo  contract  to  tk-livcr  free  on  board  at  t;bi|>ping  |)ortH 
'  Ux  England,  or  at  ports  of  dischar);e  in  the  United  States,  Rails 
■  "of  Buiierior  quality,  am)  of  weijfht  or  pattern  as  may  be  re«|uired. 

VOSK,  PKRKINS  t  CO  , 
New  York,  Jtin«  1,  1851. 9  SMUtli  William  Street. 

Important  to  Railway  Co^s. 

A  GREAT  improvement  has  recently  been  perfected  in  the 
manufacture  of  Dumping  Orarel  Cars  by  which  the  cost  Is 
matcrialiy  leaaened  and  the  strene^th  and  durability  much  in- 
creased. 

We  have  secured  Uic  right  to  manufacture  these  improved 
Cars  and  can  supjjy  them  at  prices  ton  per  cent  lower  than  the 
ordinary  kind. 

Orders  directed  to  the  Hamilton  Car  Ca,  Hamilton,  Ohio, 
wiU  receive  prooipt  attention. 

South -Western   Car  Shops, 

Madison,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at   abort  notice,  for  all  kinds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mi.ssissippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford   peculiar  advantages  to  Companies 
requiriDg  work  delivered  io  the  South  and  West. 
:      .    •  :     '•  W.  CLOUOH. 

Refer  to 
Jno.  Brough,  Esq.          Winslow,  Lanier  &  Co. 
feb.18.  Im. 

Ontario,  Simcoe  &.  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  lasst  to  Lake  .mmcoe  is  expected  to 
be  completed  to  the  Oeor|<ijn  Bay,  Lake  Huron  a 
distance  of  9C  miles  in  .Time  next  where  it  will  form  the  shortest 
and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Blineral  Regions  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Tt)roiito  for  Barrio  (C4 
miles)  daily  at  8  a.m.  and  3.  30  p.m„  rctumiug  the  same  day— 
On  the  opening  of  the  luivigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  wiil  convey  pauseniJers 
through  that  Lake  and  Lake  Coru^ hitching  to  Onlla  whence  a 
short  j>ortaj;e  of  eighteen  miles  will  t:ike  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloolali)  which  nitu  to  the  Sault 
St.  Bliirie  and  intermediate  porta  lorming  the  most  ex|i<»liiious 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
acd  Superior. 

Anangements  will  be  made  on  the  completion  of  the  road  to 
t  be  Georgian  Bay  S>t  a  line  of  first  class  Steamers  to  extend  Uieir 
trips  to  the  ports  on  Lake  MIclugan. 

ALVKED  BKUNEL, 
Sup«rintendent 


MR.  WILLIAM  N.\ISH,  ofNewp<irt,  Monmouthshire  Iii- 
S|)ecter  of  rails,  begs  niort  respecfulty  to  acquaint  impor- 
ters of  rails,  engineers  and  otliers  connected  witli  the  railroads 
of  America,  that  he  stills  continues  to  execute  orders  of  ins|M>c- 
tion,  throughout  the  various  districts  of  South  Wales  and  a<<ja- 
cent  Iron  works,  and  confidently  refers  to  the  satisfaction  which 
bis  supervision  has  given  during  the  last  ten  year  to  exporters  of 
i»ils,  a;id  others  below  named  ;  as  a  proofof  th«fidelitj-,  careful- 
ness and  prouiptiludc  of  his  inspections. 

BARING  BRO.  &  CO.,  London. 

PAL.MER,  McKILLOP,  DENT  &  CO.,  Londoa 

LEWIS  HOPE,  Esq., 

COLLMAN  &  STOHLTERFOIIT. 

Hon.  JA3.  WADSWORTH,  Bullalo  New  York 

JAMES  SPENCE,  Esq.,  Liverpool. 

NAYLOR,  TICKERS  &  CO.    •  -  lUly 


C.  Floyd-Jones., 

Division  Engineer  3d  and  12th  Divisions. 

Illixois  Central  Railroad. 

Vandalia,  III 


liOcomotive  Engines  for  Sale. 

Two  first  class  engines,  adapted  to  a  5  foot, 
gauge,  22  tons  weight,  16  -f-  20  inch  Cylinders, 
»nd  6)4  and  6  feet  drivers,  built  by  one  of  the  bert 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  ofiSce  of  American  Railroad  Journa]. 
9  Spruce-st.,  up  stairs. 
D«o.  24- 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  2l8t,  1864. 


To  Loeomotive  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  ofler  for  rent  for  a  term  of 
years,  with  immediate  pos.ses.sion,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  tho  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Slfops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
B©iler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  u.se  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furni.sh  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally.  V    '  "  •"' -^  . -i' 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
■  No.  61  Camp  Street, 

New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
York. 


LocomotiTe  Engines. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4ft  S)i  in.  giftige, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
in  Massachusetts,  aiid  ready  lor  immediate  delivery.  These  en- 
gines are  admirably  adapted  for  fii-'^t  travel  with  light  passenger 
trains  ;  weight  13  tore",  with  4  ft.  drivers,  with  leading  and  trail 
wheels  ;  cylinders  12)4  >n.  by  20,  with  a  separate  cut-off  valve. 
Can  be  examined  at  the  works  of  the  manu&ctiirer.  Apply  to 
H.  V.  POOR,  Editor  Railroad  Jounial,  9  Spruce  St.,  N.Y.     19tf 


Boiler  and  Tank  Rivets, 
Nuts  and  W^asbers ; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
I  .-        -       .   >  '      BRIDGES  &  BROTHER, 

M  Courtluid  at,  N. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  grate  cars, 
adapted  to  Railroad  purposes,  which  will  be  sokl  at  a  reas- 
onabte  price.     For  ftirther  information,  apply  to 

SAMNAL  J.  HAYES, 
>,.'-.     ■        M.  of  M,  Baltimore  and  Ohio  R.  R.  Co., 
'  Or  BRIDGES  &  BRO., 

19  tf  64  Courtliind  at.  New  York, 

To  Civil  Engineers  and  Sur- 
veyors. 

'TRANSITS,  Level  and  Sunreyors'Compasses  Manufactured  oo 
^   the  meet  improved  principle  and  of  the  Beat  QiMlity 

by  THOMAS  HUNT, 
No.  53  Fulton  Street, 
IjrlO*  New  York 


Notice  To  Contractors. 

Okfice   of   the   VtcKSBUHO,   Shrevepobt   and^ 

Texas  Bail  Road  Company      > 

Movroc,  La.,  March  m,18M.  } 

SEALED  PROPOSALS  wil  be  received  at  this 
office  until  the  Ist  day  of  June  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  tht  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  twen:y  miles;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  running  west,  in 
the  parish  of  Ouachita. 

Bids  may  be  made  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favorably  considered.  The 
lines,  plans,  profiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fifths  of  the  a- 
monnts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agreed  on,  during  the  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract ;  or  to  reject  all  if  none  are  satis- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned. 

.        ;     N.  D.  COLEMAN, 
. .  V. ', .  '  . .  V  • '  '  President.     ' 

it .;     •  ■  :■::■  p.  J.  TOURNABRE, 

7tl4  Chief  Engineer. 


Railroad  Iron. 

5  AAA  TONS  T  RAILS,  about  one-half  weighing   69  Iba. 
jUUU  per  yard  ^nd  the  remainder  66  lbs.  per  ya^  now  in 
bond  and  for  sale  by 

JOHN  H.  HICKS, 

2d  fVi'y.     ,'  '-1  .J.  ,■.  90  Beaver  street 

Railroad  Iron. 

"X  C)  f\f\  Tons  Erie  Pattern  Ouest  and  Co's  make,  weighing 
L^tjyj  67  >i  lbs.  per  yard,  to  be  shipped  from  Wales  in  Ju- 
y  and  August,  for  this  i>ort — tor  sale  by 

BOOBMAN   JOHNSTON  A  CO.,  ^ 
June  9, 1863.  9©  Broadway,  New  Yoilt.' 

Brass  Tubes  for   Locomotive 
and  Marine  Boilers. 

THE  undersigned  liaving  been  appointed  Agent  for  the  higfaol 
•••  respectable  manufacturers  Messrs.  Alien,  Everitt  &  Son  or 
Birmingham,  is  prepared  to  take  orders,  at  fixed  prices,  lly- 
Brass  Tubes  of  all  diameters,  for  Engines. — For  fltrther  particu 
lars  and  inspection  of  pattenu,  please  apply  to 

JOHN  H.  HICKS, 
March  1864.  00  Bearer  atr. 

DIVIDEND  NOTICE.— The  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  that  date  at 
the  office  of  the  undersigned  on  presentation  of  the 
proper  coupons,  viz : 

The  Bonds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Railroad 
Company  7  per  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,) 
issued  to  the  <JlevelaDd,Painesville  and  Ashtabula 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  Pittsburg,  (Penn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  first  Monday  of  May  next,)  6  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cent. 

Tho  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bondis,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds.  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  29,  1864. 
WINSLOW,  LANIER  &  Co.,  No.  62  WaU-rt. 
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The^Duty  on  Railroad  Iroii>   ;    . 

On  the  25th  day  of  February  last,  a  mceliDg  of 
gentlemen  representing  a  large  number  of  Rail 
road  Companies  was  held  at  the  Astor  House,  in 
this  city,  to  adopt  measures  to  effijct  the  removal, 
or  suspension,  of  the  duty  on  railroad  iron.  The 
proposed  meeting  was  notified  through  the  col 
umns  of  the  Journal.  It  was  designed  to  be  pub- 
lic la  its  character,  and  the  attendance  of  every 
person  within  reach,  interested  in  the  object  of 
the  meeting,  was  solicited.  About  30  companies 
were  represented,  among  them  a  con.siderable 
number,  measured  by  the  extent  and  cost  of  their 
works,  the  largest  in  the  country. 

The  proceedings  of  the  meeting,  as  copied  from 
records  made  up  on  that  occasion,  were  as   fol 
lows : — 

(copy.)     •:  • 

"  Pursuant  to  a  notice  which  appeared  in  the 
American  Railroad  Journal  on  the  25th  of  Febru 
ary,  1S54,  a  meeting  was  held  at  the  Astor  House, 
in  the  city  of  New  York,  at  seven  o'clock  on  the 
evening  of  the  same  day,  to  take  into  considera 
tion  the  removal  of  the  duty  on  railroad  iron. 

The  meeting  was  organized  by  the  choice  of 
Hon.  J.  T.  Elliott,  President  of  the  Cincinnati, 


per  cent.,  ftn  the  duties  which  may  be  remitted 
by  Congress  on  the  rails  imported,  or  which  may 
bo  imported  or  contracted  for,  within  olc  year 
from  the  first  of  July  next,  which  sum  shall  be 
I  paid  to  the  Treasurer  of  said  Committee  on  the 
pass.ige  of  ths  law  repealing  such  dutie.s,  provided 
however,  that  unless  the  Railroad  Comi)anies  of 
the  United  States,  generally  interested  in  the  re- 
peal of  the  duties  aforesaid,  shall  make  like  con- 
tributions, and  agree  to  pay  the  five  per  cent., 
contingent  upon  the  pas£age  of  the  law  for  said 
rei)eal,  then  said  advances  shall  l>o  returned. 

On  motion,  it  was  ordered  that  tho  proceedings 
of  the  meeting  be  signed  by  the  officers,  and  that 
copies  of  the  same  be  forwarded  to  such  Railroad 
Companies  .as  are  supposed  to  be  iatccested  ia  the 
repeal  of  the  duty  on  railroad  iron.  .  '    T:  o,  ,     " 

On  motion  the  meeting  then  adjourned. 

(Signed)  J.  T.  Elliott,  President. 

M.  M.  Be.vto.n,  \  ,,  „ 
.         ,  A.  BooDY,        'J-V.Pres:    - 

H.  V.  Poor,  Secr«tary. 

The  oily  membei-s  of  the  Committee  present  at 


Logansport  and  Chicago  Railroad  Company,  as 
President;  Mortimer  M.  Benton,  E-sq.,  President 
of  the  Covington  and  Lexington  Railroad  Compa- 
ny, and  the  Hon.  A.  Boody,  a  Director  in  the  New 
York  Central,  and  other  Railroads,  Vice  Presidents; 
and  Henry  V.  Poor,  Editor  of  the  American  Rail- 
road Journal,  Secretary.  ,  -..  ■  -  ^    *-  '    . 

M.  .M.  Benton,  Esq.,  President  of  th-  Covington 
and  Lexington  Railroad  Company,  offered  the  fol- 
lowing resolutions,  which,  after  discussion,  were 
unanimously  adopted,  viz. : — 

Resolved,  That  in  view  of  the  embarrasmtnts 
under  which  railroad  entcrprizes  inall  parts  of  the 
United  States  now  labor,  occasioned  in  a  great  de- 
gree by  tho  oncnus  duty  on  railroad  iron,  and 
that  too  at  a  time  when  the  wants  of  a  redundant 
Treasury  do  not  demand  its  exaction,  it  is  expe- 
dient to  aid  those  enterprizes  with  which  the 
trade  of  the  country,  both  foreign  and  domestic,  is 
intimately  identified,  by  a  repeal  of  the  duty  uu 
such  iron.      '    v,  .   ■' ./.  C.     ''•/^  ■       -    '.' . 

Rcsolver  further,  That  Hon.  S.  F.  Vinton, 
President  of  the  Toledo  and  Cleveland  Railroad  | 

Company  ;  Noah  L.  Wilson,  Vice  President  of  the  ^-he  above  meeting  weie  Messrs.  Wilson  and  Poor. 
Marietta  and  Cincinnnti  Railroad  Company ;  John  Neither  Messrs  Vinton,  Ashmun,  nor  Stryker  I>«j^ 
Striker,  Director  in  the  Michigan  Southern  Rail-  any  notice  of  the  meeting, nor  knowledge  that  one 
road  Company  ;  George  Ashmun,  of  Springfield,  w»8  to  be  held  ;  Mr.  Ashmun  being  at  the  time  in 
Massachusetts ;  and  Henry  V.  Poor,  Editor  of  the  Massachusetts,  Mr.  Stryker  either  at  Rome  or 
American  Railroad  Journal,  be,  and  they  are  here-  Chicago,  .and  Mr.  Vinton  at  Cleveland  or  W.wh- 
by  appointed  a  Committee  on  behalt  of  the  Rail-  ington.  The  movement  was  one  set  on  loot  en- 
road  Companies  represented  at  this  meeting,  and  tirely  by  the  Railroad  Companies,  who  also  indi- 
such  other  companies  as  may  co-operate  with  cated  the  plan  to  be  pursued  to  effect  the  desired 
us  in  our  endeavors  to  procure  a  repeal  of  the  result,  and  at  the  same  time  took  the  necessary 
duty  on  imported  railroad  iron,  who  are  requested  mc-'isu res  to  place  a  reasonable  ainount  of  funds 
and  empowered  to  take  such  measures  for  the  ac-  in  the  hands  of  the  Committee.  ,«;.  j  ., 
complishment  of  this  end  as  they  may  deem  ex-j  The  first  step  which  the  Committee  took  after 
pedient  and  proper;  and  especially  that  by  memo- getting  together,  which  was  not  till  nearly  one 
rial  or  otherwise,  they  cause  this  subject  to  be. month  after  their  appointment,  wa.s  t«>  secur*;  the 
brought  before  the  Congress  of  the  United  States  co-operati*n  of  all  the  compaiiies  not  represented 


at  as  early  a  day  as  practicable,  and  that  said 
Committee  be  authorized  to  add  to  their  number 
and  to  fill  vacancies.  'lii-^.:: 

The  following  resolution  was  also  offered,  and 
unanimously  adopted : — 

Resolved,  Tliat  for  the  purpose  of  supplying 
funds  incident  to  the  application  to  Congress  for 
relief,  the  companies  here  represented  respectively 
agree  to  pay  one  hundred  dollars  to  the  Commit- 
tee on  demand,  and  a  further  sum,  equal  to  five 


at  the  first  meeting,  upon  the  b.-isis  proposed. 
Accordingly,  they  issued  the  following  circular  to 
aU  the  Railroad  Companies  supposed  to  be  inte- 
rested in  the  olj'-cts  of  tlie  movement  : 

Nkw  York  March,  2l8t  1854.  ' 
Sir :  In  entering  npon  the  duties  agretahly  to 
appointment  of  the  meeting  of  Railroad  Compan- 
ies held  in  thi.s  City,  the  proceedings  of  which- 
wcre  duly  forwarded  to  your  address ;  we  find  it 
inecessary  in  the  outset  of  our  proceedings  to  cor- 
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re-'iM)!,!!  wnh  all  the  Railroad  .Companies  of  the 
United  Suites  suppo^t'd  to  be  interested,  for  the 
purpose  of  obtiaiiing  accurate  and  reliable  infor- 
ruation,  and  of  ascertaining  whether  they  will  co- 
oi»frate  « iih  us,  in  order  that  we  may  know  to 
what  extent  "e  may  Incur  oblicationa  and  make 
cspeudiiures  in  furtherance  of  our  objects. — 
To  make  provision  for  the  expends  unavoidab- 


with  remarks  that  would  lead  the  reader  to  sup- 
pose that  a  scheme  had  been  exposed  improper 
Id  its  object,  andin  the  means  proposed  for  accom- 
plishing it. 

Wb  have  stated  that  the  meeting  of  the  Rail- 
road Companies  was  a  public  one.  Tlie  committee 
appointed  by  it  determined  to  giye  a  similar  pub- 
licity to  their  acts.     Everything  emanating  from 


Jy  incident  to  the  prosecution  of  this  measure,  it  j  them,  addressedj  to  all  parties  whatsoever,  was 
was  agried  at  the  meeting,  that  each  compsiTiyl  printed,  and  for  the  purpose  of  securing  as  wide  a 
coiniiig  into  the  arransjement,   should  advance  fori  circulation  as  possible,  as  Sccret.ary  both  of  the 


cuuvcntion  of  the  companies  and  the  committee, 
we  caused  a  large  number  of  .the  proceedings  of 
both  bodies  to  be  prepared  in  envelopes  for  the 
convenience  of  distribution.  These  were  handed 
out  both  by  ourselves  and  persons  employed  in 
our  ofiQce,  not  only  to  persoi.s  representing  rail- 
road companies,  but  to  all  who  wore  supposed  to 
feel  an  interest  in  the  subject.  The  proceedings 
were  sent  by  ourselves  to  200  railroad  companies, 
many  of  whom  we  had  good  reason  to  suppose 
were  entirely  hostile  or  indifferent  to  the  proposed 
measure  ;  they  having  made  all  their  purchases, 
and  consequently  were  not  in  a  condition  to  be 
benefited  by  it.  It  was  foreseen  that  by  adopt- 
ing such  a  course,  the  circulars  of  the  committee 
would  fall  into  the  hands  of  the  more  active  op- 
ponents of  the  repeal  of  duties,  and  that  the  same 
use  would  be  made  of  them  that  has  been ;  that 
they  would  be  published  in  a  few  papers  with  re- 
marks similar  to  those  which  ^  hare  followed. 
But  as  the  committee  have  done  nothing,  nor  pro- 
posed to  do  anything  requiring  sccresy  or  con- 
cealment, it  was  not  thought  advisable  to  at- 
tempt either.  They  are  quite  willing  that  any 
and  all  parties  should  help  to  make  known  the 
plan  of  operations  proposed  by  the  railroad  com- 
panies, in  such  a  maimer  and  in  such  a  style  as 
best  suit  themselves,  as  it  is  deemed  highly  im- 
portant that  a  very  general  interest  should  ha  ox- 
cited  in  reference  to  the  objects  proposed. 

As  far  as  the  committee  are  concerned,  no 
money  will  be  called  for,  or  expended,  except  for 
proper  and  legitimate  objects.  Had  not  such  been 
the  case,  a  very  different  course  would  have  been 
pursued ;  a  secret  instead  of  an  opert  one.  The 
committee  were  designed  to,  and  will  faithfully 
represent  the  interest  of  railroad  companies. 
Three  of  the  committee  are  directors,  or  largely 
interested  in  roads  that  within  two  or  three  years 
will  require  iron  to  the  amount  of  more  than 
1 00,000  tons.  These  men  are  not  going  to  waste 
their  own  money,  nor  that  of  the  companies  in 
which  they  are  interested  or  which  they  represent. 

In  behalf  of  the  committee,  we  would  state  that 
they  are  at  work,  and  intend  to  execute  faithful- 
ly and  energetically  the  trust  confided  to  them. 
They  respectfully  solicit  the  action  of  all  compa- 
nies who  have  not  already  signified  their  co- 
operation in  the  plan  proposed  by  the  meeting  of 
railroad  companies  held  in  this  city.  In  the  mean- 
time, a  bill,  or  to  speak  more  correctly,  an  amend- 
ment to  a  bill,  in  favor  of  the  North  Carolina 
Railroad,  and  which  has  been  accepted  in  its 
stead,  has  been  introduced  into  the  Senate, 
and  which  meets  the  views  of  the  committee, 
and  it  is  believed  of  railroad  companies.  The 
committee  now  propose  to  bring  an  infiuence  to 
bear  on  each  member  of  Congress  from  their  im- 
mediate constituents.  There  is  not  probably  a 
has  betn  published  by  three  or  four  sewapapers,  j  coogressioual  district  in  the  United  Staffs  where 
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this  piirpos.-  the  hum  of  one  hu  dred  dollars;  and 
that  in  ea»e  <>f  huceess,  there  should  be  paid  by 
each  1  ompany  to  the  commilee  for  the  further  ex- 
penses iliat  mav  be  incurred,  and  as  a  compensa- 
tion for  tliiir  linjo  and  sci  vices,  (in  addition  to 
the  abi>ve  advance,)  five  per  cent  on  the  amount 
of  duty  reinited,  or  which  m.iy  bo  saved  to  such 
Coii.paiiy,  on  litailroad  iron  heretofore  imported  by 
it,  or  which  it  may  import  or  contract  for,  prior 
ti)  July  1st  1856,  l>y  tile  pa>sige  of  the  law  or  laws 
rep;  a'ing,  rimiiiing,  or  suspending  for  a  limited 
time,  the  duly  on  such  iron. — 

If  a  suttici-  ut  number  of  Companies  should  not 
come  into  thj  measure,  to  make  it  expedient,  in 
ilie  opinion  of  ihe  commilee,  for  them  to  under- 
tjtke  to  carry  it  intot;ff>.ct,  then  the  liundred  dollars 
advanced,  to  bo  retained  by  them  to  such  com- 
panies as  ishail  have  paid  tbv  same. — 

We  enclose  a  ropy  of  a  Resolution  which  we 
sent  lo  all  thu  Kaiiroad  companies  in  this  interest, 
Willi  the  rt- quest,  that  it  be  offered  for  considera- 
tion lo  your  i5oard,  or  other  proper  authority,  at 
your  earliest  convenience,  and  that  we  be  advised 
of  the  result  and  if  adopted,  that  we  be  furnished 
vriih  a  ci  riified  copy  of  the  same. — 

Will  you  also  please  furnish  us  with  information 
on  the  following  points  1 — Tho  length  of  your 
Road. — The  number  of  miles  in  oi^eration. — The 
number  of  miles  for  which  Iron  is  to  be  provided. 
— The  weight  ofRiiil  to  be  used. — The  number  of 
tons  upon  which  duties  will  be  refunded,  if  a  re- 
tro active  law  be  obtained,  to  take  effect  from 
July  l.it  1p53,  also  January  1st  1853,  also  from 
Juiy  Isi  Ibi-.  A  list  of  the  Directors,  Superin- 
deuts,  atid  E  igineers  of  your  Company,  and  the 
Post  Office  address  of  each,  as  the  Committee 
may  wish  to  correspond  with  each  of  them  on 
the  sui  ject. —  • 

As  the  Session  of  Congress  is  already  far  ad- 
vanced, it  is  important  that  your  Company  should 
take  immediate  action,  and  advise  us  of  the  result, 
as  the  ans  ver  to  this  communication  must  neces- 
sarily bo  the  basis  of  our  action. — 

PieasL-  enclose   your  communication  to  Henry 
V.  Poor  Esq.  No.  9  Spruce  Stjeet,  New  York. 
Very  Ri8i)€ctfully, 

Your  obedient  Servants, 

8.  F.  Vinton,      ^ 

Noah  L.  Wilson  I 

JoH.N  Strtkkb,    ^Committee. 

Geo.  Ashmun,      I 

H.  V.  Poor,         J 

Accompanying  the  circular  was  a  copy  of  the 
resolution  referied  to,  (asking  for  the  contribu- 
tion of  one  hundred  dollars,  and  an  agreement  to 
pay  a  sum  not  exceeding  Ctj  per  cent,  of  the 
amount  saved,)  with  a  request  that  it  be  presen- 
ed  to  the  board  f  directors  of  each  company,  for 
their  approbation.     This  circular  and  resolution 


a  great  majority  of  the  voters  have  not  a  direct 
interest  in  the  suspension  of  the  present  duly.  It 
is  the  plan  of  this  committee  to  all'«w  this  interest 
to  speak,  believing  its  co-operation  to  be  the  most 
effectual,  and  at  the  same  time  the  proper  method 
to  accomplish  their  objects.  The  movement  is 
ono  in  «\hich  tho  people  are  the  parties  to  be  bene- 
fitted, as  owners  of  tho  stock  in  our. new  lines. 
They  are  to  pay  the  duty  if  continued,  or  receive 
the  benefit  of,  if  repealed.    'T^-f.  T  ; 

We  must  add,  that  unless  Congress  interfere  in 
tho  matter,  we  do  not  well  see  how  a  large  num- 
ber of  companies  are  to  go  through  the  present 
stringency  in  the  money  market  without  a  crisis 
in  their  affairs.  The  relief  asked  is  one  that 
Congress  can  extend  without  injury  to  any  quar- 
ter. The  Government  has  a  redundant  treasury. 
The  domestic  manufacturer  is  certain  of  full  em- 
ployment for  three  years  at  lea&t,  the  time  Mmiled 
for  the  supension  of  the  duty.  The  overflowing 
treasury,  the  activity  of  r>ur  domestic  manufac- 
turing establishments,  and  thj  general  prosperity 
which  prevails,  are  due  to  the  ifforts  of  our  rail- 
road companies.  Shall  not  the^i,  now  that  the 
favor  can  be  granted  without  prejudice  to  any,  bo 
entitled  to  some  consideration  in  return  for  what 
they  have  done  1  This  is  to  be  the  que,stion 
asked  of  Government.  Tho  plan  indicated  is 
the  one  that  is  to  be  resorted  to,  to  operate  upon 
Congress;  the  moneV  expended  will  bo  what  is 
wanted  to  bring  the  influence  of  the  parties  most 
interested,  the  owners  of  railroad  stock  througbont 
the  country,  to  bear  ujion  the  National  Legisla- 
ture. The  cont«st'to  be  fought  is  one  of  popular 
right  against  an  overflowing  treasury,  filled  by  rail- 
road companies  themselves  ;  and  against  capital, 
which  is  annualUy  doubling  its  investment  in  the 
mansfacture  of  iron,  tho  profits  of  which  have  been 
entirely  due  to  the  demand  which  railroads  have 
created.  It  is  not  favor,  but  justice,  that  is  de- 
manded, and  wc  assure  all  parties  that  no  honor- 
able measures  will  be  left  untried  to  obtain  it. 


Kffeots    of  Railway^  on  the  Disf  i-;bntton  of 
Wealth. 

Material  wealth  is  chiefly  that  with  which  tho 
earth  is  endowed  by  nature.  It  is  the  natural 
products  of  the  earth  which  make  it  inhabitable, 
and  it  is  their  extent  and  variety  which  give  ri.se 
to  the  operations  of  commerce.  The  eArth  was 
nobly  planned  to  employ  the  fullest  activity  of  its 
inhabitants.  It  is  the  desire  to  avail  ourselves  of 
what  we  have,  and  to  possess  what  we  have  not,  that 
prompts  exertion,  both  of  the  mind  and  of  the 
body.  Were  all  the  gift*  of  nature  uniformly  dif- 
fused throughout  the  earth,  exertion  would  have 
no  object.  Were  they  widely  separated,  and  each 
species  almost  inaccessible  from  the  rest,  none 
would  be  valuable. 

The  wheat  of  the  Western  States,  the  fruits  of 
the  tropics,  the  cotton  and  rice  of  the  South,  the 
coal  of  Pennsylvania,  the  iron  of  England,  the 
lumber  of  Maine,  and  the  copper  of  Lake  Supe- 
rior, would  each  be  nearly  without  value,  were 
there  no  means  of  their  interchange.  But,  hap- 
pily, means  are  not  wanting.  Nature  has  invited 
access  by  her  noble  streams,  by  oceans,  and  by 
valleys  and  plains  favorable  to  the  cheap  construc- 
tion of  roads  and  canals.  And  Art,  ever  ambitious, 
has  improved  and  occupied  these  channels,  and 
created  new  ones  almost  rivaling  in  grandeur  the 
works  of  Nature  herself.  These  results  are  founded 
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in  the  geographical  conditions  of  the  earth,  in  the 
distribution  of  natural  wealth  and  of  population, 
and  in  the  organization  of  the  human  being. 
They  pervade  the  globe,  and  extend  to  its  smallest 
divisions. 

Commerce,  or  the  interchange  of  wealth,  re- 
quires great  sources  of  production,  and  great  cen- 
ters of  reception  and  distribution.  In  a  country 
like  our  own,  that  trade  which  originates  and  ter 


minates  iri/Ain  our  borders  can  never  be  eminently  would  depend  upon  considerations  of  climate  and 


Natural  and  artificial  channels  of  comttunica- 
tion  will  be  occupied  then,  in  proportion  to  their 
capacity  and  to  their  direction  towards  the  great 
centers  of  reception  and  distribution.  It  is  indeed 
the  capacity  of  these  channels  which  determines 
where  these  centers  shall  be.  The  connection  of  a 
safe  and  capacious  marine  position,  with  extensive 
river  navigation,  would  cstabtish  the  site  ot  a 
trading  town,  although  the  value  of  this  position 


great,  except  dependent  upon  an  external  com- 
merce. This  circumstance  proceeds  from  the 
variety  of  our  local  products.  Corn  and  wheat 
are  produced  in  large  quantities  in  nearly  every 
part  of  the  country.  The  transportation  of  the 
rice  of  South  Carolina,  and  of  the  cotton  and  sugar 
from  the  belt  of  country  included  between  the 
thirtieth  and  thirty-third  parallel  of  latitude,  is 
seaward  and  coastwise.  The  great  deposits  of 
minerals  and  coals  are  found  very  widely  diffused, 
except  in  the  secondary  formation  of  the  great 
Mississippi  valley.  The  great  chain  of  the  Alle- 
ghenies,  extending  from  the  Saint  Lav\Tence  to 
the  alluvial  approaches  of  the  Mexican  Gulf,  is  a 
continuous  bed  of  limestone,  anthracite  and  bitu- 
minous coals,  and  iron  ores.  These  and  other 
minerals  are  also  found  in  vast  deposits  in  the 
upper  country  of  the  Mississippi,  and  in  the  ele- 
vated and  broken  country  beyond.  At  the  north- 
ern termination  of  the  Ozark  mountains,  and  in 
the  basin  of  Lake  Superior,  there  are  deposits  of 
iron,  copper  and  lead  ample  for  the  present  supply 
of  the  globe. 

Itiis  partly  from  this  variety  of  local  products, 
but  chiefly  from  the  vast  productive  and  inhabit- 
able capacity  of  our  country,  that  it  is  entitled  to 
a  vast  external  commerce,  which,  more  than  any 
extent  of  internal  interchanges,  tends  to  increase 
its  wealth,  advance  its  tone  of  civilization  and 
refinement,  and  elevate  it  in  rank  in  the  great 
community  of  nations.     ''.-:,.  '    /-    .»  > 

It  is  the  demands  of  this  commerce,  reaping 
our  prairies,  upheaving  our  mines,  and  felling  our 
forests,  which  must  ultimately  employ  all  the 
facilities  which  we  are  likely  to  possess  of  both 
internal  and  external  communication.  The  influ- 
ence of  those  channels,  through  which  commerce 
seeks  and  collects  its  materials,  is  to  impart,  and 
distribute  wealth.  The  iron  which,  in  its  native 
state,  was  hardly  more  of  an  object  of  trade  than 
air  or  water,  attains  a  value  on  reaching  the  con- 
sumer, sufficient  to  command  the  products  of  his 
capital  or  industry,  and  thereby  to  pay  the  opera- 
tions of  the  capital  and  industry  exercised  in 
bringing  it  to  hiui 


of   the    productive    capacity    of   the    tributary 
country. 

The  only  great  points  on  the  Atlantic  coast  of 
our  country,  at  which  a  good  harbor  is  united 
with  a  great  extent  of  inland  navigation,  are 
Quebec,  New  York,  and  Now  Orleans.  A  moun- 
tain chain  with  high  summits,  and  extending 
nearly  as  far  as  our  cuast-line,  is  impassible  by 
sailing  vessels,  except  at  the  "  Highlands  "  of  New 
York.  Beyond  this  poi  it  an  artificial  water- 
course extends  into  the  great  basin  of  the  lakes, 
and  already  draws  a  large  portion  of  the  products 
oflhe  valleys  of  the  tributaries  of  the  Mississippi. 

It  is  the  strength  of  this  position  which  has 
made  New  York  the  great  commercial  center  of 
the  Atlantic  coast.  It  is  the  capacity  oflhe  pass 
at  the  "  Highlands,"  with  the  extent  and  variety 
of  productions  to  which  it  leads,  and  the  climate 
of  New  York,  so  well  adapted  to  a  great  commer- 
cial city,  that  has  established  its  glorious  destiny, 
and  which  gives  corresponding  value  to  the  im- 
provements which  its  capital  has  created  to  bring 
home  its  trade. 


For  tbo  American  Railroad  Journal 
Stationary  Po-nrer  &■  luclinctl  Planca  ag8t« 
Itocomotlvc  Power  &,  Sleep  Grade*. 

Mr.  Editor  : 

Your  correspondent  on  the  above  subject,  pages 
290  and  291  of  the  last  number  of  the  Journal, 
appears  to  take  it  for  granted  that  the  planes  ol 
the  Allegheny  and  Portage  Railroad  in  Pennsyl- 
vania are  a  perfection  of  their  kind,  and  ought  to 
be  taken  as  fair  samples  when  contrasting  station- 
ary and  locomotive  power.  But  unfortunately, 
these  very  planes  are  the  worst  samples  be  could 
have  cited  ;  they  arc,  in  fact,  used  up,  both  mplan 
and  in  subslaricc. 

To  most  engineers,  the  subject  of  inclined  planes 
and  stationary  power  is  a  terra  incognita.  Tliey 
do  not  seem  to  know  that  this  much-abused  and 
very  unpopular  (undeservedly  so)  system  has 
been  much  improved  of  late,  and  is  susceptible 
of  still  more  improvement.  In  making  a  compa- 
rison between  locomotive  and  stationary  power,  it 
So  with  grain,  with  pro\  isions  I  would  be  unfair  to  base  cur  calculations  upon  tht 


and  with  fuel ; — the  effect  of  the  channel  of  trans- 
port being  to  equalize  demand  and  supply. 

Railroads,  especially,  command  a  general  inter- 
est, not  only  as  investments,  but  on  account  of  the 
additional  opportunities  which  they  create  for 
other  investments.  A  railroad,  opening  up  an 
isolated  district  in  the  interior,  benefits  the  sea- 
board by  increasing  the  range  from  which  it  may 
draw  its  supplies,  and  possibly  by  opening  the 
supply  of  a  new  object  of  trade.  Hence  the 
trade  of  the  seaboard  increases,  and  the  residents 
enjoy  the  advantages  in  increased  profits,  and  in 
an  improvement  of  their  commercial  position, 
by  which  their  fixed  property,  already  acquired, 
becomes  more  valuable  by  being  the  seat  of  a 
better  trade. 


performance  of  those  primitive  engines  which 
were  first  started  on  the  Liverpool  and  Manches 
ter  road.  Nor  is  it  just  to  b;ise  that  same  coai- 
parisou  uiwn  the  working  of  the  inclined  planes  o! 
the  Allegheny  Portage— the  very  worst  jungle  of 
inclines  and  levels  that  could  have  been  devised 
for  crossing  that  mountain.  Better  models  may 
be  found  in  our  anthracite  regions,  on  the  Lehigh 
roads,  the  Carbondale,  and  on  the  road  of  the 
Pennsylvania  Coal  Company.  This  last  work 
forms  two  tracks,  each  45  miles  longj  running  in 
different  directions,  partly  through  the  wildest 
and  roughest  country  that  is  to  be  found,  and 
overcoming  a  mountain  of  800  feet  elevation. 
The  whole  road  is  divided  in  descending  grades 
of  62  feet  per  mile  and  22  inclined  planes,  which 


overcome  the  mountain,  ai^d  at  tho  saiuc  lime 
supply  the  force  of  gravity  to  propel  the  cars, 
loaded  as  well  .as  empty,  in  place  of  locomolive  or 
animal  power.     The  cars  run  at  an  average  6i)ccd 
of  12  miles  per  hour,  on  a  light  and  clita;»  super- 
structure, curving  all  the  time.     By  this  contriv- 
ance two  very  heavy  sources  of  expense  were 
avoided — locomotive  power,  and  costly  and  ex- 
pensive grading  and  superstructure.     The  trans- 
portation this  year  will  be  500,000  U>d<^,  ;ind  wire 
rope  expenses,  this  qreal  and  fearful  if^in,  uiU  bo 
0.033  cents  per  ton  jkt  mile,  counting  both  ways, 
or  0,066  cents  per  mile,  counting  ono  way.    This 
is  3  cents  per  ton  for  the  whole  distance.     This 
exi>ens!.'  will  be  still  further  reduc>.*d,  wl.cn  the 
tonnage  reaches  one  million,  which  is  about  the 
maximum  the  planes  can  accommodate.   A  fn.  igUt 
road  from  New  York  to  Lake  Eric,  on  a  direct 
route,  worked  with  inclined  plant's  of  the?  most 
improved  construction;   two  track?,  running  ca 
separate    locations,   with    none    but    (ksccnJing 
grades  ,  the  trains  guided  and  contr...ro.l  by  very 
light  I'jcomotive  engines,  which  only  tervc  as 
conductors  or  pilots,  and  will  run  with  case  oa 
short  curves  and  on  a  light  rail  -,  such  a  rt  ad  will 
successfiiUy  compete  with  the  New  York  ;tnd  Eris 
Canal  when  enlarged.    If  ever  the  city  of  New 
York  should  go  to  work  and  make  a  diroct  road 
to  the  coal  region,  such  road  will  Lave  to  be  built 
on  the  system  here  chalked  out ;  any  other  tivstom 
will  prove  a  failure.     This  can  be  proved  with 
mathematical  precision. 

An  inclined  plane  of  improved  construction, 
doing  a  promiscuous  businesji,  passor.ger  as  well 
as  freight,  works  in  the  foliov  iug  manner : 

The  tr.ick  is  double,  with  a  mala  rope  working; 
raciprocating,  but  connected  by  a  smaller  rope, 
which  completes  the  circle.  To  each  end  of  tliP 
main  rope  a  tender  car,  buiit  entirely  of  cast  and 
wi ought  iron,  is  attached,  whose  ullics  i•^,  either 
to  push  up  a  traia  or  to  let  it  down— that  is  a 
whole  train  at  one  time, locomnive  and  a'.i.  This 
tender  is  an  assistant  to  the  locomotire,  to  over- 
come tho  heavy  grade  of  the  plane,  aad  so  con- 
structed, that  by  collapsing  the  wheuls  h  runs 
under  giound  at  the  foot,  i*ennittlng  a  going  up 
train  to  pass  over  it.  When  a  tiaiu  approaches 
the  foot,  a  watchman  by  taruiag  the  suiich  causes 
it  to  run  up  the  plaue  upon  Liat  track,  which  has 
a  tender  iu  readiness.  The  lecomutive  (if  any) 
keep^  on  a  full  head  of  steam;  the  momentum 
will  euablo  the  train  to  run  up  sonzo  die>uuce, 
when  by  pulling  the  bell-wire,  the  stalion:iry  en- 
gine at  the  head  is  sta;t'.d,  a:id  brings  up  the 
lender  car  to  the  assistance  of  the  traia  before  its 
speed  is  much  reduced.  Arrived  at  th©  Lead,  iho 
train  proceeds  without  losing  on.-  momcLt  of  liuio. 
The  tender  remains  there  uatil  another  train  ap- 
proaches from  the  opposite  diicctioo  for  going 
dowK,  (provided  the  same  plaoe  is  ujjd  fur  botU 
tracks),  or  another  up-irain  arrivcj  at  tiio  foo 
and  is  helped  up  by  the  other  tend  r,  aud  vice 
versa.  The  same  number  of  trains  which  a  graded 
load  can  pass  may  be  parsed  over  suoU  pLt;ie.i,  iu 
the  night  as  well  as  iu  tho  day.  The  cywralion  uf 
such  a  plane,  then,  is  a  very  different  affai.-  from 
the  working  of  No.  8 — the  worst  plane  on  tha 
Allegheny  Portage— with  its  host  of  hitchers, 
broken  down  track,  dilapiiated  machinery  and 
shaking  foundations.  In  place  of  wearing  out 
ropeg  in  1^  year— the  average  duration  on  the 
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Portage—tbey  will  last  twice  as  long,  accordiug 
to  the  business  and  speed.  Tha  wliole  attendance 
required  is  a  guard  at  the  foot,  one  engineer  and 
fireman,  with  another  set  of  night  hands,  if  worked 
at  night. 

As  regards  safety  and  speed,  the  comparison 
will  turn  out  entirely  in  favor  of  inclined  planes, 
when  contrasted  with  heavy  grades  and  heavy 
locomotives.  Whether  the  wire  rope  breaks,  or 
any  other  part  of  the  stationary  power  fails,  the 
tender  car  is,  from  its  construction,  rendered  es- 
sentially a  safety  car.  It  cannot  be  jerked  oft'  the 
track,  being  secured  by  a  center  rail,  which  is 
clamped  by  friction  wheels,  similar  to  the  arrange- 
ment of  Seller's  locomotive ;  and  the  more  the 
train  pushes,  the  tighter  it  will  hold,  sliding  down 
the  track  gradually  and  easy,  the  locomotive  re- 
tarding this  movement  by  reverse  action  of  the 
steam. 

As  to  speed,  the  inclim^d  plane  is  always  ready 
to  assist  full  measure,  independent  of  the  state  of 
the  rail  and  the  adhesive  power  of  the  locomotive. 
In  place  of  zigzagging  up  and  down  a  mountain, 
the  planes  enable  us  to  go  straight  ahead,  neither 
losing  time  nor  distance.  On  the  other  hand,  the 
delay,  expense  and  dangers  of  grades  exceeding 
60  feet  per  mile,  particularly  in  the  winter,  are 
too  well  known  to  require  illustration.  Locomo- 
tive power  on  steep  grades  will  not  suffer  a  com- 
parison with  stationary  power,  on  any  road  which 
ia  doing  a  heavy  business.  An  improved  system 
of  engineering  will  hereafter  resort  to  inclined 
planes  in  preference  to  heavy  grades,  whenever  a 
mountain  is  to  be  overcome.  I  might  go  on  and 
write  a  volume  on  this  subject,  but  will  content 
myself  for  the  present  with  the  above  remarks 
My  only  object  was  to  show,  that  tiie  planes. of 
the  Allegheny  Portage  offer  no  basis  for  a  just 
comparison.  The  new  road  which  the  State  of 
Pennsylvania,  or  rather  the  politicians  of  that 
State,  have  undertaken  to  construct,  for  the  pur- 
pose of  avoiding  the  inclined  planes,  will  prove  a 
far  greater  source  of  expense  and  delay  than  the 
old  one  ever  was. 

In  conclusion,  I  would  call  the  attention  of  those 
who  take  an  interest  in  such  matters,  'o  the  in- 
clined planes  of  the  Morris  Canal  in  New  Jersey, 
with  its  new  machinery,  wire  ropes,  and  new 
mode  of  working.  This  canal,  with  its  new  im- 
provements, is  now  one  of  the  most  successful 
public  works  of  the  country. 

JOAN  A.  ROEBLING, 


ConiparRtlre  Vlcwof  tlie  CoudUlon  ofttae   Bank*  In  the  Different  States  la  1850-51   anU 

1893>a4. 


Chief  Engineer. 


May  nth,  1864. 


Mississippi  and  Rock  River  Junction  Rail- 
road« 

A  meeting  of  the  stockholders  of  this  road  was 
held  at  Dixon  on  Tuesday,  May  2d,  at  which  the 
following  officers  were  elected  : 

John  Van  Nortwick.  Esq.,  President  ,  John  B. 
Turner,  Walter  L.  Newberry,  Wm.  H.  Brown,  Hugh 
T.  Dickey,  B.  W.  Raymond,  Thos.  Dyer,  Jas.  H. 
Collins,  E.  Peck,  Directors. 

The  Board  subsequently  elected  E.  Peck,  Esq., 
Secretary  and  Treasurer.  This  road  is  the  exten- 
sion of  the  Galena  Air  Line,  from  Dixon  to  the 
Mississippi  river.  In  our  article  on  the  railroads 
entering  at  Chicago,  we  included  this  in  the  Galena 
Air  Line,  and  it  is  understood  that  it  will  ere  long 
be  merged  into  that  company.  The  road  is  now 
in  operation  to  Lane  Station,  and  is  rapidly  pro 
greasing  to  the  Missippi.  Passengers  can  now 
leave  Chicago  at  half-past  8  A.  M.,  and  reach 
Dixon  at  6  o'clock  in  the  evening,  y    .  ^v' 


Loans  and 

State.                  Date,       :.;    ..       Bks.  Capital.  Discounts. 

Maine 1850  Oct 32  $3,248,000  $5,830,230 

1854Jan 60  6,913,870  11,166,519 

N.  H 1850  Dec 22  2,375,900  3,821,120 

1863  Dec 36  3,376,000  6,618,183 

Ver'nt 1860  Aug 27  2,197,240  4,423,719 

1863  Aug 38  12,914,040  6,840,932 

Mass 1850  Sept 126  86,925,050  63,330,024 

1853  Sept 137  48,270,500  77,172,079 

R.I 1860Sept 63  11,645,492  16,492,547 

1853  Sept 77  16,917,429  22,844,911 

Conn 1860  April 41  9,907,603  16.607,816 

1863  April 63  13,164,694  24,601,165 

N.  y 1850Sept 197  48,618,762  107,132,389 

1854  Feb 312  79,018,980  203,008,077 

N.J 1851Jan 26  3,754,900  7,168,977 

1864  Jan 38  6,147,741  10.663,627 

Penna 1860  Nov 63  17,926,222  39,430,146 

1 863  Nov 61  19,765,864  48,656,884 

Del 1861  Jan 6  1,293,185  2,264,313 

1864  Jan 6  1,343,185  2,916,602 

Mar'd 1861  Jan 23  8,123,881  14,900,816 

1854  Jan 26  9.668,409  18,368,441 

Virga 1850  Oct 6  9,324,646  19,645,777 

1854  Jan 16  12,796,466  24,913.789 

N.  C 1850  Nov 6  3,789,260  6,066,726 

1863  Dec Ji  4,818,565  10,366,247 

S.  C' 1861  Jan 12  13,213,031  23,312,339 

1854  March 16  16,073  580  24,365,690 

Ga 1860Dec 11  13,482,198  11,421,626 

1863  Dec 11  12,957,600  13,667,460 

Ala 1861  Jan 2  1,800,680  4,670,468 

1864  Jan 3  2,100,000  6,866,142 

La 1851  Jan 6  12,370,390  19,309,108 

1854  Jaa 9  17,359,261  29,320,682 

Miss 1851  April 1  118,460  112,276 

1854  Jan 1  240,166  362,685                6,669 

Tenn 1861  Jan 4  6,881,668  10,992,139          1,456,778 

1853  Oct 9  6,599,872  11,846,879          1,983,790 

Ky 1851  Jan 6  7,636,927  12,639,805          2,794,351 

1864  Jan 9  10,869,656  21,398,386          4,596,249 

Mis'ri 1861  Jan 1  1,209,131  3,633  476          1,198,263 

1864  Jan 1  1,215,406  3,968,066             937,835 

Illin's 1851Jan 

1853  April 23  1,702,466  636,404             419,531          1,361,788 

India 1850  Nov 1  2,082,950  4,395,099          1,197,880          3,422,445 

1853  Dec 31  6,654,552  7,247,366          1,820,760          7,116,827 

Ohio 1850  Nov 67  8,718,366  17,069,693          2,750,537        11,069,700 

1854  Feb 68  8.013,164  17,380,265          2,319,064          9,839,008 

Mich 1851  Jan 6  6,764,022  1,319,605              126,722             897,364 

1854  Jan 6  1,084,718  2,199,093             367,672          1,270,939 

Wis 1851  Jan 

1864  Jan 10  600,000  1,163,066              182,482             486,181 

In  the  above  statement  are  included,  it  is  believed,  all  Ihe  incorporated  banks  that  were  in  opera- 
tion in  the  beginning  of  1861  and  the  beginning  of  1864,  a  few  scattering  ones  excepted,  and  these 
consisting  chiefly  of  banks  that  had  but  lately  commenced  buaioess. 

"  In  the  State  of  Texas  there  is  one  bank,  doing  a  small  business,  from  which  no  returns  have  been 
received. 

'•  In  the  States  of  California,  Florida,  Arkansas  and  Iowa,   and  in  the   Territories  of  New- Mexico, 

Oregon,  Washington,  Utah  and  Minesota  there  are  no  incorporated  banks. 

"  In  the  returns  from  some  of  the  banks  of  Pennsylvania,  and  those  of  some  other  States,  a  consid- 
erable amount  of  specie  is  believed  to  be  embraced  under  the  head  of"  specie  funds,"  but  the  exact 
amount  cannot  be  ascertained." 

In  addition  to  the  banks  proper,  the  following  branches  are  reported : 

1850-1.  1853-4.  '          1860-1 


Specie. 

S476,689 

1,132,610 

129,399 

180,239 

127,326 

188,173 

2,993,178 

3,663,782 

297,661 

369,699 

640,622 

1,146,857 

10,046,830 

14,169,905 

622,866 

806,633 

4,327,394 

4,331,666 

169,773 

133,367 

2,709,699 

3,405,090 

2,928,164 

3.721,042 

1,646,028 

1,857,048 

2,218,223 

1,621,973 

2,112,446 

1,676,818 

1,998,820 

1,126,954 

6,716,001 

7,468,460 


Circnla- 
tion. 

$2,664,208 

5,317,750 

1,897,111 

3,021,679 

2,866,027 

4,764,439 

17,005,829 

21,172,369 

2,563,866 

4,895,529 

6,263,884 

10,224,441 

26,416,666 

32,673,189 

3,046,668 

4,917,412 

11,798,996 

17,428,348 

383,960 

1,286,933 

3,623,869 

4,918,381 

10,256,997 

14,298,792 

4,249,883 

7,320,667 

11,771,270 

9,715,783 

9,898,827 

9,518,777 

3,668,236 

3,171,437 

6,059,228 

6,969,807 

161,390 

234,746 

6,814,376 

6,821,836 

7,048,975 

13,673,510 

2,622,600 

2,487,680 


1863-4- 

Georgia 10  7 

Louisiana 20  10 

Tennessee 19  19 

Kentucky 21  26 

Missouri 6  6 

Indiana 18  18 

Michigan , 1  1 

148  149 


Connecticut 2  2 

New  York 1  1 

Pennsylvania 6  6 

Delaware 3  3 

Maryland 2  0 

Virginia 81  39 

North  Carolina 13  16 

South  Carolina \...   2  2 

Total V 

The  Union  accompanies  its  table  with  tke  following  remarks  : 

"  The  summing  up  is  given   in  the  tables  which  we   have  yet  to  publish.     To-day  we  will  content 
000,000,  aad  of  deposits  $188,000,000 ;  making  a  total  of  current  credits  of  $392,000,000. 
ourselves  with  stating  that  the  totalof  circulation,  according  to  returns  nearest  Jan.  1,  1864,  was  $204,- 

"  As  the  total  of  circu lation  on  the  1st  of  January.  1837,  when  the  inflation  of  1835-37  was  near 
its  height,  was  less  than  $160,000,000,  the  present  amount  of  paper  circulation  may  seem  alarming, 
but  it  is  not  so  if  we  make  due  allowance  for  the  difference  in  the  condition  of  the  country  at  these 
two  periods. 

"  Omitting  other  considerations,  to  which  we  shall  advert  hereafter,  the  banks  now  return  fifty  mil- 
lions in  specie,  to  which  probably  several  millions  should  be  added  that  are  included  under  the  ver£ 
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indefinite  head  of  "specie  funds."  In  addition  to  this,  there  was  on  the  firs  t  of  January  twenty- 
five  millions  in  gold  and  silver  in  the  treasury  offices,  and  more  gold  and  silver  in  circulation  among 
the  peopleathan  at  any  previous  period. 

"  Every  man  who  knows  anything  about  banking  knows  that  it  is  not  by  the  modicum  of  specie  in 
the  vaults,  but  by  the  whole  amount  of  specie  in  the  country,  that  the  banks  are  sustained  in  their 
operations.  . 

"  These  bank  returns  are  as  sure  an  indication  of  the  monetary  condition  or  the  country  as  the 
thermometer  is  of  the  state  of  the  weather.  They  are  far  from  being  all  that  is  wanted  to  form  a 
judgement  of  the  prospects  of  the  farmer,  merchant,  and  manufacturer ;  but  bo  essential  are  they  that 
mither  merchant,  banker,  nor  statesman,  can  without  them,  come  to  a  satisfactory  conclusion  on 
many  points  which  must  necessarily  engage  their  attention. 

"  The  returns  of  the  banks  for  the  present  year  are  such  as  ought  to  make  bankers  and  merchants 
very  cautious,  but  not  such  as  we  conceive  ought  to  occasion  alarm." 

The  following  is  a  comparative  view  of  the  condition  of  the  banks  in  the  United  Statc»,>«ccordiDg 
to  the  returns  nearest  to  January  1,  iu  1837,  1843, 1848,  1861,  and  1854. 

1837. 
634 
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Number  of  Banks 

Number  of  Branches 

Number  of  Banks  and  Bran 
ches 


788 


Capital  paid  in $290,772,091 

RESOURCES. 

Loans  and  Discounts 625,115,702 

Stocks 12,407,112 

Real  Estate 19,064,451 

Other  investments 10,428,630 

Due  by  other  Banks 59,663,910 

Notes  of  other  Banks 36,533,527 

Specie  funds 6,366,600 

Specie 37,915,340 

LIABILITIES. 

Circulation 149,185,890 

Deposits 127,397,185 

Due  to  other  Banks 62,422,118 

Other  liabilities 36,560,289 

Aggregate  of  current  credits, 
i.  e.,  of  circulation  and  de- 

'     posits 276,583,075 

■Aggregate  of  immediate  lia- 
bilities, i.  e.,  of  circulation, 
deposits,  and  dues  to  other 

Banks...; 339,004,193 

Aggregate  of  immediate 
means,  i.  e.,  of  specie,  spe- 
cie funds,  notes  of  other 
Banks  and  sums  due  from 

other  Banks 139.479,277 

Gold  and  silver  in  United 
States  Treasury  depositor- 
ies   

Total  of  specie  in  Banks  and 
Treasury  depositories 


1843. 

1848.    .. . 

1851. 

1864. 

677 

622 

731 

1,069 

114 

■■■■W.  '■■■■, 

■  :      148 

149 

691 

.-.iH-r. 

879 

1,208 

S228,861,943 

204,833,175 

$227,807,553 

8301,376,071 

264,544,937 

344,476,582 

413,766,799 

607,287,428 

28,380,050 

26,498,064 

22,388,989 

44,360,330 

22,826,807 

20,530,955 

20,219,754 

22,367,472 

13,343,599 

8,229,682 

8,935,972 

6,841,429 

20,666,264 

38,904,526 

60,718,015 

55,516,086 

13,306,617 

16,427,716 

17,196,083 

22,669,066 

6,578,375 

10,489,822 

15,341,196 

25,579,253 

33,515,806 

46,369,765 

48,671,048 

69,410,253 

58,563,608 

128,606,091 

165,166,261 

204,689,207 

56,168,628 

103,226,177 

128,967,712 

188,188,744 

21,466,523 

39,414,371 

46,416,928 

50,322,162 

7,357,033 

6,601,401 

6,438,327 

13,439,276 

114,732,236 

231,732,268 

284,122,963 

392,877,951 

136,188,754 

271,146,639 

330,639,891 

443,200,113 

74,067,062      1^2,191,828      131,926,342      163,164,667 


8,101,363 
64,471,113 


11,164,727 
59,836,775 


25,136,252 
84,646,505 


MUalaalppl  Onacbtta   and    Red   River 
Road< 

PRELIMINARY  SURVEYS. 

The  charter  of  this  road  contemplates  the  most 
eligible  rou'e  from  a  point  on  the  Mississippi  river 
at  or  near  Gaines'  Landing,  by  way  of  Camden 
on  the  Ouachita,  to  a  point  on  Red  River  at  oi 
near  Fulton.  There  will  doubtless  be  a  slight  de- 
viation from  the  charter. 

The  parties  took  the  field  for  their  survey  last 
October.  The  initial  point  on  the  Mississippi  ri- 
ver has  not  been  selected,  although  the  examina- 
tions were  made  from  points  sufficiently  near 
Oaines'  Landing  to  come  within  the  charter. 

Gaines'  Landing  presents  less  attractions  for  a 
terminal  point  than  many  other  plans,  and  this  is 
a  matter  of  extreme  importance,  to  select  such  a 
place  on  the  river  as  will  be  safe  from  future  de- 
predations, such  as  the  formation  of  sand-bars, 
mud  banks,  changes  in  the  shape  of  the  channel, 
&c. 

The  Engineer  reccomends  fergwon's  Point,  as 
the  eastern  te.minus.  It  is  a  mile  longer  than  from 
Gaines'  point,  but  is  capable  of  being  built  at  a 
cheaper  cost.  The  country  on  this  line  is  well  ad- 
aptcd~to  the  building  of  a  road. 

From  Ouachita  river  to  Red  river  there  were 


Rallfthree  surreys  made,  and  in  point  of  grades  curva- 
ture and  practicability,  there  is  no  particular  pre- 
ference to  be  given  to  any  of  these  routes  until 
you  reach  the  approaches  to  Red  river,  when 
that  by  way  of  Doolei/s  Ferry  is  regarded  the 
best ;  because  here  the  banks  of  the  river  are 
gained  over  an  elevated  ridge,  instead  of  through 
the  overflow. 

The  whole  route  from  Fergusons  Landing  to 
Dooley's  Ferry  is  155  miles  by  way  of  Cambden, 
163  by  way  of  the  Saw  mill,  one  mile  south  of 
Cambden.  By  the  first  route  the  costwillbe  $421.- 
264.92,  by  second  $463,915.74. 

Mr.  Ferguson  has  donated  sixty  acres  of  land 
to  the  Company,  if  the  Eastern  terminus  be  fix- 
ed at  Fergusons  Point. 

There  is  some  hesitation  as  to  the  point 
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Point  and  Dooley's  Ferry,  as  the    termini   on 


the 

Mississippi  and  Red  rivers,  and  Matlock's   Ferry 
for  the  crossing. 

We  have  total  cost  of  Graduation.. .      421,264  92 
"    .     "    Supersurcture  & 

'■        Equipment..      1,668,860  00 


ToUl  cost  of  road  ready  for  use $1,990,104  92 

Average  cost  per  mile $12,797  40 

If  the  above  estimation  may  be  relied  on,  it 
certainly   will  be  a  low  figure  for  a  railroad. 

Texas  has  made  a  grant  of  lands  for  the  con- 
struction of  a  railroad  through  her  territory, 
whose  eastern  terminus  will  doubtless  be  very 
near  the  point  where  this  road  strikes  the  State 
line.  This  then  will  make  a  convenient  and  direct 
line  from  the  Western  part  of  Texas,  and  eventu- 
ally still  farther  West,  to  the  Mississippi.  It  is 
hoped  to  have  this  road  finished  by  1867,  giving 
it  the  greatest  allowance.       .  j 

The  company  hopes  to  have  this  a  continuation 
or  at  least  an  important  branch  of  a  road  to  the  Pa- 
cific, which  they  claim  will  reach  from  the  south- 
ern States  to  San  Francisco.  The  cotton  trade  of 
Red  river  is  very  heavy,  and  corn  is  raised  exten- 
sively, West  and  Northwest  of  the  road ;  so  that 
if  the  road  continue  no  farther  than  the  charter 
prescribes,  it  is  calculated  that  the  trade  with 
New  Orleans  will  make  it  a  profitable  road. 

The  Chief  Engineer  concludes  bis  report  of  the 
M.  0.  &  R.  R.  road  with  these  remaks : 
To  the  President  and  Directors  of  the  M.  O.   4-  R. 
R.  R.  R.  Co.  : 

Gentlemen — In  obedience  to  an  order  of  your 
Board,  passed  February  16,  I  have  solicited  pro- 
posals for  the  gradation,  masonry  and  bridges,  and 
cross  ties,  on  the  first  twenty  miles  Westward, 
from  the  Mississippi  and  Ouachita  rivers, .  respect- 
fully. 

I  have  now  the  great  satisfaction  of  announcing 
to  you,  that  I  have  closed  all  the  contracts  for  the 
same,  with  highly  responsible  parties,  each  and  all 
of  them  bound  in  heavy  bonds  for  the  faithful 
performance  of  their  contracts. 

It  is  another  strong  proof  of  the  confidence  felt 
by  every  one  in  the  value  as  well  as  the  success  of 
your  road,  when  I  say  that  the  above  amount  of 
work,  embracing  the  heaviest  on  the  line,  has 
been  let  at  my  estimate,  with  payments  of  60  per 
cent,  in  cash,  and  40  per  cent,  in  the  stock  of  the 
Company,  and  that  1  could  as  easily  have  contrac- 
ted for  the  wole  road,  on  the  same  terms. 

Respectfully  submitted. 

LLOYD  TILGHMAN,  Chief  Engineer 

And  General  Agent  M.,  O.  <f-  R.  R.  R.  R.  0>.     ; 

Railroad  CoBveMtlon  at  BaltlaB*r«. 

A  convention  of  railroad  Companies  was  held 
in  Baltimore  on  the  19th  inst.,  in  obedience  to  a 
resolution  adopted  by  the  Philadelphia,  Wilming- 
ton and  Baltimore  Railroad  Company,  recommen- 
ding "  that  a  general  Railroad  Convention  be 
held  at  Barnum's  Hotel,  in  Baltimore,  on  Friday 
May  19th  1854,  at  11  A.  M.,  for  the  purpose  of 
memorializing  Congress  against  the  reduction  pro- 
'  posed  by  the  Postmaster  General  in  compensation 
where  i  for  carrying  the  Mails,  and  to  present  to  them  all 


the  Ouachita  river  should  be  crossed.  One  point 
w1i.'re  it  is  practicable  is  wl  •',  is  called  Saw  Mill 
route,  another  is  Matlock's  Ferry  Route.  Many 
very  valuable  donations  have  been  ofi'ered  to  the 
Company  by  citizens  favorable  to  one  route  or 
the  other,  in  order  to  secure  the  route  they  de- 
sire 


the  statistics  in  relation  to  the  subject." 

The  Convention  was  organized  by  the  choice  of 
Thomas  Swann,  Esq.,  President  of  the  North- Wes- 
tern Virginia  Railroad  Company  as  Chairman, 
and     Robert    S.    HoUins,     Treasurer      of  the 


Baltimore  and  Susquehanna  Railfoad  Company, 
but  the  Engineer  recommends  as  prefera-  and  John  U.  Done,  M.istcr  of  Transportation  of 
ble  a  crossing  of  the  Ouachita  near  MatJock's  the  Baltimore  and  Ohio  Railroad  Company, 
Ferry.  Proceeding  then  upon  the  recommen-  Secretaries,  being  one  from  each  Company  re- 
dation  of  the  Engineer,  and  selecting  Ferguson's  presented. 


•    r-.  -       .4    ■? 
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It.  The  following  gentlemen,  were  appointed  a  com- 
mittee to  prepare  buRiness  for  the  Convention  viz: 
Rnssell  Sage,  New  York  and  Erie. 
'      S.  ^.  Folton,  Philad.  &  Wilmington.    •.     . .      . . 
W.  G.  Harrison,  Baltimore  and  Ohio.        .  . 
J.  Ed^ar  Thompson,  Penn.  Central. 

Natb.iii  UaiKlall,  New  York  Central. 
E  A.  Slovens,  Camden  and  Amboy. 

W.  S.  Alexander,  Philad.  and  Trenton. 
J.  P.  Jackson,  New  Jersey  R.  R.  and  T.  Co. 
A.  W.  Eichelberfijer,  Hanover  Branch. 
J.  "\V.  Sullivan,  Central  Ohio. 
O.  W.  Hughes,  Bait,  and  Susquehanna. 
A.  McRa-.',  Wilmington  and  Raleigh. 
Dr.  W.  S.  Collins,  Sea  Board  and  Ro.^nokc. 
L  J.  Fleming,  Wilmington  pnd  Manchester. 
Edwin  Robinson,  Rich.  Fred,  and  Potomac. 
Judge  Warren,  iSostou  and  Providence. 
Josij.h  Gnnnell,  New  Bedford  and  Taunton. 
Inman  Horner,  Orange  and  Alexandria. 
G.  D.  Phelps,  Del.  and  Lackawanna. 

The  committs  Iiaving  retired  for  deliberation, 
upon  their  rr  turn  reported  the  following  resolu- 
tions, which  after  full  discussion  were  unanimous- 
ly adopted:  * 

TT'ierfaa  a  recoTDniCndation  has  'been  made  to 

Congress,  to  reduce  the  pay  heretofore  allowed  to 
railroad  companies  for  the  transportation  of  the 
mails  upon  their  respective  routes,  by  an  attempt 
to  establish  a  rat«  of  compensation  wholly  inade- 
quate to  the  magnitude  and  uuture  of  the  service 
performed  ■,  and 

M^Hiereas,  the  leading  railroad  interests  in  the 
United  States,  by  a  tacit  acquiescence  in  the 
views  of  the  Post  OfiSce  Department,  might  en- 
courage a  favorable  response  on  the  part  of  Con- 
p-ess  ;  and  thereby  greatly  embarrass  the  mail 
service  of  tho  country — a  responsibility  which 
thev  are  not  willing  to  assumi ;     Therefore, 

iicailve  ',  That  the  various  railroads  represent- 
ed in  this  Convention  cannot,  under  any  circum- 
stances, submit  to  the  terms  indicated  by  the 
P<  f.t  Ortice  Department,  in  the  Bill  now  pending 
in  Congres.%  entitled  "A  Bill  to  modify^ the  19lh 
,  Bcctioii  of  the  Act  of  November,  1845,  concerning 
the  compecsaiion  of  Raihoad  Companies." 

Jif  Solved,  That  the  rate  of  compensation  hereto- 
-  fore  allowed  under  exi.-.tiug  laws,  taid  laws  ha\ing 
been  p;issed  at  a  period  when  tho  service  required 
to  be  i>erformcd  by  the  Department  was  far  le.'is 
onerous  ai.d  expensive  than  that  now  claimed,  is| 
an  inideqiat'j  compensation  f.»rtheprcseni|service 
and  uughi  not  to  be  submitted  to  by  said  Railroad 
Compauits  longer  than  tliey  can  show  to  the  De- 
partment tiie  value  and  extent  of  the  service  ren- 
.  dered  by  the  said  Railroad  Companies,  v  ith  any 
hope  of  even  partially  compensating  the  Stock- 
holders iiitirosted  in  said  roads. 

Resolved,  that  in  order  to  show  tho  entire  will- 
ingnt'ss  <  f  the  Companies  represented  in  this  Con- 
vention, to  unite  with  the  Department  in  any  plan 
which  may  tend  to  a  fair  and  equitable  undi  rstand- 
ing  of  the  claims  of  said  Railroad  Companies, 
either  in  regard  to  cla.<;siQcation  or  any  other  mut- 
ter likely  to  arise  in  fixing  the  piinci;>le  or  rate  of 
compensation  bLtween  the  Department  and  any  of 
said  compa:  ies.  Under  existing  laws,  a  commis- 
Bion  of  three  disinterested  umpires  shall  be  ap- 
pointed, one  by  the  Govt  rnor  of  the  State  within 
•  which  the  c'ectioii  of  Directors  of  .'^aid  road  is 
held  ;  ona  l;y  the  Post  Office  Departra<.nt,  and  the 
.  third  by  .said  Raiir'>aJ  C»*mpany  ;  said  commis- 
siOTi  to  liave  powtnlo  dseido  upon  all  matters  in 
disputf,  provided  said  matters  be  adjudged  as 
within  the  limits  of  existing  laws  n  gnlating  the 
pay  of  Railroad  Companies. 

R;:iolced  farHier,  Tiiat  a  Committee  of  five  be 
appointed,  who.se  duty  it  .'<uall  be  at  the  earliest 
;•  practicable  moment  to  embody  in  a  m<  morial  the 
spirit  of  the  rcsuluii  jn  herewith  submitted,  and 
to  embrace  in  such  memorial  any  argument  and 
illusiruiion  calculated  to  impress  upon  Congress 
and  tho  piiblic  the  inadequat'  oompensatiou  al- 
lowed under  existing  laws  to  {..:■  railroad  interest 
•;  generally.  ■■;•.'- ;:*    .'•;;-, 


Resolved,  That  tie  Companies  represented  in 
this  Convention  pledge  themselves  to  carry  out  in 
good  faith,  the  object  and  spirit  of  these  resolu- 
tions. 

The  resolutions  having  been  adopted  unanimous- 
on  motion  ofMr.  Thompson,  it  was 

Resolved,  That  the  Committee  to  memorialize 
Congress  consist  of  seven,  and  that  John  P.  King 
President  of  the  Georgia  Railroad  Company,  be 
appointed  a  member  thereof. 

The  President  of  the  Convention  then  announc- 
ed the  names  of  the  following  gentlemen   to  com- 
pose a  Committee  to  prepare  the  memorial  to  Con- 
gress— a  motion  having  been  previously   adopted 
that  the  President  of  the  Convention  should   be 
chairman  of  the  Committee. 
Nathan  Randall,  New  York  Central. 
J.  Edgar  Thompson,  Pennsylvania  Central. 
S.  M.  Felton,  Philadelphia  and  Baltimore. 
Geo.  W.  Hewes,  Bait,  and  Susquehanna. 
John  H.  Done,  Baltimore  and  Ohio. 
John  P.  King,  Georgia  Railroad  Co.     ,."'.• 
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RAILROAD    COMPANY    NOT    RESPONSIBLE    FOR  CARE- 
LESSNESS. 

Aspdl  vs.  Pennsylvania  Railroad  Cimpany. — 
The  above  case  was  recently  averred  in  the  Su- 
preme Court  of  Pennsylvania,  and  the  decision  of 
the  Court  below  was  reversed. 

The  circumstances  were  these.  The  plaintiff's 
took  the  cars  at  Phihwlelphia  for  Morgan's  cor- 
ners, one  of  their  stopping  places.  Upon  arriving 
at  the  place,  owing  to  the  same  defect  in  the  bell 
rope,  the  Conductor  failed  to  give  notice  to  the 
Engineer  to  stop  the  cars,  and  so  they  passed  by ; 
but  at  a  reduced  speed,  on  account  of  a  switch 
over  which  they  had  to  pass.  The  plaintiff  upon 
seeing  them  pass  by,  became  excited  and  jumped 
off  the  cars,  thereby  seriousl}-  injuring  himself 
The  Court  below  awarded  him  daimages  of  SdSOO. 

Chief  Justice  Black  of  the  Supreme  Court,  re- 
marked that  Railroad  Comjianies  should  not  bs 
made  liable  for  the  carelessness  and  imprudence  of 
passengers,  and  particularly  when  it  is  out  of  their 
power  to  change  the  circumstances  which  may 
give  rise  to  an  accident,  resulting  from  such  care- 
lessness of  a  passenger.  And  premiums  should 
not  be  paid  for  accidents  to  extort  money  from 
Companies.  Thh  decision  was  reversed. 
A  damagk  without  injlstice. 

The  Common  Law  boasts  that  it  will  remedy 
every  vorongful  damage.  But  for  damage  without 
wrong  it  h.is  no  euro  but  patience. 

At  the  March  Term  of  the  Court  of  Appeals 
the  following  decision  was  made  in  the  suit  of 
the  Auburn  and  Cato  Plankroad  Company  vs.  Pe- 
ter Douglas  : 

The  plaintitl's,  a  corporation  organized  under 
the  Plankroad  acts,  lia(l  built  their  road  and  erec- 
ted a  toll-gate  thereon,  ymrsuant  to  such  acts,  op- 
posite to  the  defendant's  farm,  which  lies  upon 
one  side  of  the  ro;id,  and  contiguous  thereto.  Af- 
ter the  erection  of  the  gate  the  defendant  moved 
hjs  fence  from  the  line  of  the  road  where  it  origin- 
ally sto  k1,  back  ujion  his  farm  some  twenty  or 
thirty  feet,  a'ul  graded  a  track  by  the  side  of  the 
road,  but  entirely  upon  his  own  land,  and  thus 
avoided  the  gate.  The  plaintiffs,  in  their  complaint 
state  these  facts,  and  aver  that  the  acts  of  the  de- 
fendant were  done  for  the  purpose  and  with  the 
intent  to  injure  the  plaintiffs  and  defraud  them  of 
their  rights ;  and  pray  for  an  injunction,  together 
with  damages  for  the  injury  sustained. 

The  answe.'  of  the  defendant  denies  the  motives 
attributed  to  him  in  the  complaint,  and  in.sists 
that  the  fence  was  removed  and  the  track  graded 
to  facilitate  his  farming  operations,  and  to  afford 
him  convenient  ingress  and  egress  to  and  from  bis 
barn  and  other  premises. 


To  this  answer  the  plaintitlis  demured. 

The  (.'(Kin  lu-Kl  that  the  legislative  aclsgr.mting 
franchises  to  cirporations  ares  to  be  consti  ucted 
strictly  acconling  to  their  terras  aud  that  the 
grantees  in  such  acts  take  aotliin^  by  implication 
either  as  against  tin;  power  making  the  grant,  or 
against  other  corporations  or  individuals. 

That  the  acts  authorii-.iug  the  fornaation  of 
Plankroad  Companies  give  to  such  companies  no 
interest  or  ciisement  in  or  upon  the  lauds  adjoin- 
ing their  road,  and  no  rights  to  restrict  the  u.se 
which  the  proprietor  of  such  lands  may  make  of 
his  own  premises. 

That  every  proprietor  of  land  has  the  absolute 
control  over  his  own  property,  and  may  do  with  it 
whatever  he  pleases,  unless  he  thereby  infringes 
some  fixed  legal  right  of  another ;  loss  or  damage 
to  one  person  arising  from  the  use  made  by  anoth- 
er of  his  own  property  being  damnum  absque  ,tw- 
juuia,  unless  the  former  has  previously  acquired 
some  legal  right  to  restrict  the  use  which  the  lat- 
ter shall  make  of  such  property. 


That  where  no  such  right  of  restriction  exists,  it 
is  immaterial  what  may  be  the  motives  of  a  pro- 
prietor for  dealing  with  his  own  property  in  a  par- 
ticular way.  If,  in  such  case,  he  violates  no  legal 
right  of  another,  although  he  expressly  intends  to 
do  the  other  damage  by  such  use,  and  although 
such  damage  actually  results,  yet  no  action  will 
he. 

Held,  therefrom,  that  the  present  action  could 
not  be  maintained,  although  every  fact  stated  in 
the  complaint  was  estaolibhed — Auburn  Daily 
Advertiser, 

liabilities  for  another's  negligence. 

It  is  the  settled  rule  that  to  make  A  liable  foa 
B's  negligence,  A  and  B  must  respectively  stand 
in  the  relation  of  master  and  servant. 

If  B  is  a  person  with  whom  A  has  made  a  con- 
tract to  perform  certain  work  not  as  a  servant 
but  upon  his  own  responsibility,  then  B  will  be 
alone  personally  liable  for  his  acts  and  those  o 
his  servants.  Hence  our  superior  Court  have 
given  tho  following  decision  in  the  case  of  H'eyan 
against  the  Harlem  Railroad  Co.  ':':'•■ 

Plaintiff  was  injured  by  a  car  in  Canal-st,  het 
longing  to  the  New  Haven  Railroad  Companyf 
which  was  driven  (by  contract)  for  the  New  Ha- 
ven Railroad  Company  by  the  horses  and  driver, 
of  the  Harlem  Company.  The  question  is.  Which, 
Company  is  liable  for  the  damage  1  The  Court 
considers  that  the  Comp.any  is  liable  which  owned 
the  horses  and  driver  (the  Harlem  Company.) 
Judgment  for  plaintiff  on  the  verdict. 

THE  right  of  passengers  WHEN  LOCKED   OCT  FROM 

;'j-;^\  ■.■■i  ,-^  ""■      CARS. 

The  following  ease  was  tried  in  our  Common 

Pleas,  by  Judge  Woodruff,  last  week. 

The  New  York  and  Neio  Haven  Railroad  Com- 
pany vs.  Williatii  M.  Abbat. — In  this  case  the  rail- 
road Company  were  the  plaintiffs,  and  one  of  their 
commuting  passengers  the  defendant.  The  action 
was  bri-iught  to  recover  damages  for  his  liaving 
broken  open  one  of  the  Railroad  cars.  It 
appeared  that  the  defendant  was  an  annual  com- 
muter, and  was  ;  ntitled  to  a  seat  in  the  train  to 
and  from  this  City.  For  some  time  before  the  oc- 
currence in  question  it  had  been  the  practice  of 
the  Company  and  their  agents  to  reserve  the  rear 
car  for  the  accomodation  of  way  passergers  and 
commuters,  and  that  car  was  kept  locked  to  pre- 
vent other  passengers  entering  between  Rye  and 
the  other  stations,  until  all  the  «eats  in  the  front 
cars  had  been  filled. 

The  defendant  in  this  suit  entered  the  cars  at 
Rye  to  come  to  this  City,  and  passed  through  the 
train  from  the  front  to  the  rear  without  finding  a 
seat.  He  then  applied  to  the  Conductor,  aid  got 
on  the  platform  of  the  rear  car.  The  Conductor 
said  he  would  get  a  seat  for  the  applicant,  and  if 
unable  to  do  so,  would  open  the  rear  car  to  accom- 
modate him.  The  train  was,  however,  moving 
then,  and  the  defendant  without  waiting  the  re- 
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turn  of  the  Couducto-,  took  the  liberty  of  kicking 
in  the  door  of  the  rear  car,  which  was  locked,  and 
finding  a  seat  for  himself.     The  Conductor  testi- 1 
fled  that  at  tiiis  time  there  were  scats  vacant  in  the 
foremost  part  of  the  train,  in  which  t5it!  defendant 
might  have  been  accommodated.    On  the  part  of  j 
the  defendant  it  was  contended,  that  inasmuch  as 
all  the  seats  were  filled  at  Rye,  and  many  passen- 1 
gers  standing  on  the  platform  for  want  of  accom- 
modation, and  the  train  starting  at  speed,  the   de- 
fendant who  had  paid  for  his  passage,  was  justifi- 
ed in  using  force  in  order  to  obtain  a  safe  transit 
to  the  City. 

His  Honor,  in  his  charge  to  the  Jury,  said  that 
the  right  of  the  plaintiffs  to  recover  in  '  his  action 
did  not  depend  upon  the  question  whether  there 
was  a  seat  for  the  defendant  in  the  forward  cars 
or  in  that  which  he  had  entered  by  violence,  al- 
though this  might  have  a  l)earing  ou  the  case 
when  the  Jury  came  to  consider  the  damages.  If 
the  Company  thought  pro,jer,  for  any  reason,  to  re- 
fuse the  defendant  a  passage  or  a  seat  in  the  cars, 
that  alone  would  not  justify  him  in  taking  one  by 
violence,  against  their  will.  In  such  a  case,  the 
commuter  had  his  legal  remedy,  and  bad  no  right 
to  take  it  in  any  other  way,  or,  in  other  words, 
had  no  right  to  take  the  law  into  his  own  banda. 
It  might  as  well  be  said,  that  if  one  of  that  Jury 
owed  another  a  sum  of  money  the  creditor  had  a 
right  to  enter  the  debtor's  house  and  take  it  by 
force,  its  to  say  that  one.  who  has  commuted  his 
piissage  by  a  rail-car,  has  a  right  to  take  his  seat 
by  force.  If  any  railroad  company  refused  to  per- 
form their  contracts,  they  were  liable.  But  it  is 
the  duty  of  railroad  companies  when  they  bring 
their  trains  to  a  station,  to  stop  a  sufScient  time 
to  allow  the  passengers  to  get  in  and  out.  and  the 
agents  of  the  train  have  no  right  to  hurry  the  pas- 
sengers on  the  platforms,  at  the  peril  of  life  and 
limb  ;  and  if  this  defendant  was  so  placed  that  it 
was  incumbent  on  him,  for  his  personal  safety,  to 
break  into  the  cars  he  had  the  moral  and  legal 
right  so  to  do.  The  train  stopped  for  one  or  two 
rainuti's,  and  it  was  for  Jury  to  say,  whether  the 
Company  allowed  proper  time  or  convenience  for 
the  passengers  to  get  seats  in  the  cars.  The  Jury 
must  consider  all  the  facts  and  circumstances  of 
this  case,  and  if  the  plaintifis  were  entitled  to  a 
verdict,  they  could  recover  not  only  to  the  extent 
of  the  pecuniary  damage  they  had  sustained  by  the 
T^olento  of  the  defendant,  but  the  Jury  might  give 
such  exemplary  damages  as  would  operate  as  an 
example  to  others,  and  thereby  prevent  a  repeti- 
tion of  the  wrong  if  there  was  any  in  the  case. 

The  Jury  retired,  and  after  a  short  consultation 
gave  the  plaintiflFs  a  verdict  for  the  sum  of  twenty- 
five  cents.  There  was  some  surprise  manifested 
at  the  result. 


Cliuton  lalne,  a.na  Cilnton  Line  Extension 
llallroad. 

The  Clinton  Line,  and  the  Clinton  Line  Exten- 
sion Railroad  Companies,  were  incorporated  in 
July,  1852,  and  April,  1853 ,  and  are  distinct 
companies,  other  than  as  proprietors  of  connecting 
links  of  one  chain  of  road. 

The  Clinton  Line  road  is  located  at  an  average 
distance  of  about  30  miles  from  the  Lake  Shore 
road  in  Ohio,  running  from  Kinsman  or  the  State 
line,  as  far  as  TiflSn,  by  means  of  the  Clinton  Line 
Extension  ro.ad ;  and  it  is  proposed  to  make  these 
two  lines  a  link  in  a  direct  chain  from  the  Atlantic 
to  the  Mississippi. 

The  line  from  Hudson  to  Parkman  was  located 
in  May  last,  and  the  graduation,  masonry  and 
bridges  have  been  contracted  since.  This  work 
is  now  being  steadily  prosecuted.  Since  then  both 
lines  have  been  let,  and  the  work  has  been  com- 
menced on  the  heaviest  sections. 

There  has  been  expended  on  construction,  at 
this  date,  $93,161  73,  of  which  $69,576  94  was 
paid  to  contractors  for  grading  and  masonry,  il 


beii)g  8U  per  cent,  of  the  amount  returned  iu  the 
regular  monthly  estimates;  $13,485  79  for  engi- 
neering and  agencies,  and  $10,100  for  contingen- 
cies, including  laud  and  land  damages. 

The  grading,  masonry  and  bridging  to  Kinsman 
from  Parkman,  embracing  a  distance  of  about 
29  miles,  was  put  under  contract  on  the  21st  of 
November,  to  be  completed  the  1st  of  May,  1855 

The  following  tables  exhibit  the  characteristics 
of  the  entire  routo  from  the  Pennsylvania  State 
Line  to  Tiffin  : 

;.•     f,; ':   •  :    ■.  CLINTON   LINE. 

Grades. 

Level 5.53  miles. 

Under  10  feet 11.21  " 

From  10  to  15  feet 3.77  " 

"      15  to  20   "    ..i 3.46  " 

"      20  to  30  "    9.66  " 

"      30  to  35   "    10.10  " 

"      35  to  40" 17.10  " 

Alignment. 

Straight  Hue,  46.87  milc»,  or  86  per  cenot. 

Curved      '         8.43      "     -      \ 
Viz.  11,460  ft.  rad.  0.66      " 

5,730    "     "     6.16      "  ■  ' 

3.820    "     "     1.43      "  - 

2,865    "     "     1.15      "     - 

CLINTON    LINE    EXTENSION. 

Grades. 

Level  . .  .V 15.79  miles. 

Under  10  feet 22.58 

From  10  to  15  feet 12.46 

"     15  to  20    "   4.63 

"     20to25    "    14.85 

"     26  to  30     "    9.79       " 

"     30  to  36     "    16.22       " 

"     35  to  40     "    ^...10.27      " 

"     40  to  45     "   4.70      " 

Alisnmenf. 
Straight  line,    82.22  miles,  or  87  per  cent. 
Curved  line,      12.23      " 
Viz.  11,460  ft.  rad.    8.98      " 
6,780     '•  1.51       " 

3,825    "  4.39      "     ■ 

3,502    "  1.20      "  :    ' 

2,865    "  1.15      " 

The    estimated  cost  of   the 
$1,382,600;     of    the    Clinton 
$2,500,000 ;  total,  $3,882,600,  or  between  $26,000 
and  $26,000  per  mile. 


K 
l< 

<( 


Cliaton  Line  is 
Line    Extension, 


Adaptation  of  liOeomotlTO. 

The  Pennsylvania  Railroad,  at  the  expiration  of 
the  year  1853,  had  79  locomotives  for  freight  and 
passenger  business.  As  the  freight  business  of  the 
road  is  laFge  and  rapidly  iacreasiug,  and  as  the 
road  has  heavy  grades,  the  economy  of  the  con- 
centration of  power  has  been  recognised,  aud  the 
Company  have,  out  of  the  whole  number  of  79, 
23  engines  of  a  very  heavy  class,  as  follows  : — 

No.  of    No.  of     DiAin.  of   Who'e    Wght  on 
weight 


We  are  pleased  to  record  lUe  i>ucc<-t>i»  <>\'  «'ur 
great  roads,  which  have  adopted,  to  a  considiTnblo 
degree,  the  great  principles  of  railroad  economy 
for  which  we  have  contended.  We  look  with  con- 
fidence towards  a  better  development  of  railroad 
machinery,  such  as  will  modifj  the  relative  econ- 
omy of  railroad  and  water  carriage,  giving  the 
former  a  greater  advantage  than  it  has  heretoforo 
possessed.  Railroads  have  felt  the  heavy  harden 
of  the  present  prices  of  iron,  labor  and  f  lel,  and 
find  themselves  compelled  to  consnlt  the  true 
principles  of  ecoiiomy  to  sustain  a  profitable  busi- 
ness. In  proportion  as  companies  acquire  a  prac- 
tical sense  of  the  economy  of  the  eonc>  ntratiop  of 
power,  distribution  of  weight,  and  in  short  the 
great  idea  of  maximum  freight  trains  at  low  veloci- 
ties, so  will  their  pro8|)erity  and  usefulness  be  pro- 
moted. 

In  the  contest  for  the  great  Internal  carrying 
trade  of  this  country,  those  channels  which  atb-mpt 
to  compete  in  price,  without  having  a  correspond- 
ing economy  in  their  facilities,  wi,l  sn'R'r.  A 
disregard  of  this  principle  ha?  depreci.it.-dl  the 
productiveness  of  several  of  the  leading  r  lads  of 
New  England,  and  is  now  pnKlucing  an  exji'Inj^ 
inquiry  as  to  cther.snpposed  causes  of  this  decline. 

Indiana  and  lllinola  Central   Rallrna'1. 

We  gather  from  a  statement  recently  submitted 
at  a  meeting  of  the  stockholders  of  this  company 
the  following  facts : 

The  whole  work  has  been  undertaken  by  a 
most  responsible  firm  in  New  York,  M.  C.  Story 
&  Co.,  who  are  to  complete  the  road  for  £22,009 
per  mile  as  follows :  V.'.  •    r      .:    "  V     i  ""    " 

To  grub,  grade,  and  construct  the  road  from  In- 
dianapolis to  Decatur,  with  the  bridging,  culverts, 
cattle-guards,  switches,  road  crossings,  drains  and 
ditbes,  Curnisbing  and  laying  down  the  8upt.T>iruc- 
ture,  aftd  completing  the  hame  ready  for  t)a|iast- 
ing,  also  to  expend  $76,000  und-r  the  din-cti  lu  of 
the  company,  in  the  erection  of  suitable  s'ation- 
houses,  water  stations,  turn-table,  &c.,  and  tosup> 
pi  y  furniture  as  follows : 

10  Locomotive  Engines  of  twenty  tons  weight 

10  First  Class  Passenger  Cars. 
4  Baggage  Cars.  ^  -      •  •  ■■■.  9? 

2  Mail  Cars.  ■*      .... 

80  Gravel  Cars.  '        _'      . 

60  Box  Cars. 

25  Platform  Cars,  i 

25  Stock  Cars.      V  Of  eight  wheals. 

15  Hand  Cars.         ) 

The  aggregate  sum  of  all  the  excarations  not 
to  exceed  fifteen  thou  and  yards  per  miie.      j 
K.STiMaTED  Cost. 

149,64  miles  at  $22,000  per  mile $3,286,880 

Estimate  for  excess  of  t-xcavaiion  over 

fifteen  thousand  yards  per  wile 448,620 


No.       Builder. 


Baldwin 


driv'ra 

6 
6 
8 
8 


TruclM    Drivers. 

lbs. 
4  3fl.6in.  64,500 


4 

0 

0 

2 
2 

0 


"  6  " 

"  6  '• 

«  g  « 

"  8  " 

"  8  " 

II  'J  II 


59,600 
43,350 
60,976 
55,800 
54,200 


Drivers. 

lbs. 
46,100 
48,200 
43.36U 
60,976 
44,60e 
41,800 


5 

6 
1 
1 

4  Sm.  &.Perk.6 
2    "  "6 

4    Winans,      8 

23 

These  engines  are  competent  to  take  from  18  i*j 
30  heavily  loaded  eight- wheel  cars  over  grades  o; 
63  feet  per  mile.  These  engines,  by  the  report  o 
the  officers  of  the  road,  are  run  at  a  less  averag 
expenditure  than  most  of  the  other  engines  in  use 
while  from  their  distribution  of  weight  they  an 
not,  probablyi  much  more  severe  upon  ttie  rails. 


-fc 


$3,738,500 
Which  sum,  by  the  contract,  is  to  be  paid  as 

follows : 

50  per  cent  in  the  7  per  cent,  bonds  of 
the  company,  secured  by  a  Gi  st  m  >r- 
gagtf  on  the  road $1,869  250 


20  percent,  in  stock. 


?47,700 


iO  per  cent,  in  cash 1,121,6&0 

The  following  is  a  statement  of  the 
STOCX  accod.vt. 

C3ash  stock  subscription $339,500 

Land  stock  subscriptions 1,606  050 

itock  issued  to  Solicitors 8,400 

■itnck  issued  to  Contractois  for  construc- 
tion   6,100 


$1,914,050 

Several  divisions  of  tlie  work  have  been  substet, 

embracing  the  entiie  Western  division,  from  tb« 


i  .. 


:r^-i--;r 
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Wabash  River  to  the  Decatur,  a  distance  of  eighty 
four  mMes,  and  a  large  force  is  now  upon  the  line. 
Ample  means  for  the  summer's  wcrk,  have  been 
proTided,  and  the  prospects  for  the  future  are  of 
the  most  flattering  character. 

A  careful  survey  of  the  route  from  this  city  to 
Decatur,  Illinois,  made  by  the  Chief  Engineer, 
John  C,  Campbell,  Esq.,  presents  the  following 
resnlts : 


GRADIENTS. 
57.65  miles,  level. 
26,26    "      under  20  feet  per  mile. 
18.87     "      from  20  to  30  foot  per  mile. 
40.86    "      over  30 


149.54  total  length. 

LINES  AND  CtRVES. 

139.05  miles,  straight  line. 

6.14     "        curved,  radius  6730 
2.08     "             "          "       2865 
2.27     "             "          "       1910 

feet 

Railway  Share  List, 

Compiled  from  Ike  latest  returns — corrected  every  Wediusday — on  a  par  valuation  of  SIOO. 


NAME  OF  COMPANY. 


.  Maine. 


N.ll. 


149.54 

:   Giving  93  per  cent,  of  straight  line. 
Longest  tangent,  70  60-100  miles. 


Vt. 


Anieriean    Railroad  Journal. 


Satarday,  M«y  »7  ,  ]864> 


tiong  Island  Railrvad  Couipaujr. 

The  annual  report  of  this  company  gives  a  very 
favorable  txhiibitof  the  opi^rations  of  this  road,  for 
the  past  year.  The  increase  of  passengers  this  year 
over  last  is  25,584.  A  cori-csponding  increase  has 
been  realized  in  the  earnings,  the  amount  being 
for  the  year  ending  April  Ist  1854  $247,611,04,  an 
increase  of  $.30,014,81  over  that  of  last  year.  Some 
important  improvements  have  been  lu.-idc  during 
the  year.  There  has  been  permanent  track 
constructed  around  the  curve  at  Ilicksville  and  at 
Wampmissic.  Their  length  is  nearly  a  mile.  Two 
new  bridges  with  stone  abutments  have  taken  the 
place  of  trestle  bridges.  And  the  rolling  stock 
has  been  improved  making  the  expenses  of  last 
year  quite  heavy. 

A  contract  was  made  last  November,  between 
this  company  and  the  Hicksville  and  Cold  Spring 
Branch  Railroad  Company,  by  which  ^  the  con- 
struction of  tliat  road  is  insured.  It  wilf  be  finish- 
ed to  Ketchum's  "  now  called  Syossit"  on  or  be- 
fore the  15th  June  next,  distance  A\  miles,  at  a 
cost  of  less  than  $50,000. 

The  road  Long  Island  extends  from  Jamaica  to 
Greenport,  84  miles.  A  branch  owned  by  the 
Company,  extends  from  the  main  track  to  the  vil- 
lage of  Hempstead  :  its  length  is  2\  miles,— mak- 
ing the  length  of  road  owned  by  the  Comyany, 
86i  miles.  It  is  a  single  track  throughout,  laid 
chiefly  with  a  rail  weighing  56  lbs.  per  yard  of  H 
pattern. 

The  Read  from  Brooklyn  to  Jamaica  belongs 
to  the  Brooklyn  and  Jamaica  Railroad  Company, 
is  leased  and  operated  by  this  Company  11  miles 
in  length,  making  the  entire  length  of  Road  to  be 
kept  in  repair  and  u.sed  97 i  miles. 

It  is  rented  by  this  Company,  until  the  year 
1870,  at  an  annual  rectal  of  11  per  cent,  of  the 
gross  earnings  of  both  roads,  provided  the  same 
shall  not  be  less  in  any  one  year  than  $21,000, 
and  shall  not  exceed  $33,000.  This  lease  has  so 
long  to  run,  that  it  is  equivalent  to  a  permanent 
interest  in  the  Road,  and  viewed  as  such,  in  1852 


Atlantic  and  St.  Lawrence 
Androscoggin  and  Kemiebec. 

Kennebec  and  Portland 

Port.,  S.aco  and  Portsmouth.. 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence. . . . 

Nashua  and  Lowell 

Portsmouth  and  Concord . . . , 

Sullivan 

Connecticut  iind  Passumpsic. . 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence ......      " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .       " 
Boston  and  New  York  Central      " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Ma.ssachu8etts . .       " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester. . .      " 

Canal Conn. 

Hartford  and  New  Haven ....       " 

Housatonic " 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .      " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....       " 
Erie,  (New  York  and  Erie)...      " 

Hudson  River " 

riarlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga....       " 

Rutland  and  Washington " 

Saratoga  and  Washmgton ....      " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisbnrgh  and  Lancaster. . .       " 

Philadelphia  and  Reading " 

Pbilad.,  Wilmington  and  Bait.      " 


NY. 

n 


160 
65 
72 
51 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
61 
24 
28 
83 
55 
69 
29 
52 
68 
42 
67 
20 
74 
46 
11 
77 
46 

155 
60 
40 
45 
72 

110 
60 
66 
61 
62 
65 
54 
91 

132 
69 
60 
47 
36 

464 

144 

130 

96 

604 

118 

35 

23 

26 

60 

41 

32 

39 

96 

65 

46 

31 

63 

66 

20 

36 

96 

98 
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1,538,100 

824.863 

1,073,673 

1,355,500 

286,747 

1,649,278 

1,486,000 

2,078,625 

3,016,634 

717,643 

600,000 


1,097,600 
2,486,000 
8,500,000 
1,600,000 
392,000 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,960 
1,691,110 
2,860,000 
1,050,000 
3,640,000 

600,000 
1,159,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
6,160,000 


2,973,700 
1,043,640 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


O  " 


Sd3 

.£  S 


M 


P. 
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none. 


660,000 

2,429,100 


6,973,700 
2,036,140 
2,520,981 
1,459,384 
713.606 
2,540,217 
1,485,000 
3.002,094 


661,214 
1,400,000 

673,600 
1,746,516 
5,577,467 


3,500,000  12,000,000 
1,500,000 


700,000 


1,457,600 

922,500 

2,350,000 


668,861 
3,000,000 

926,000 

760,600 
2,121,110 

900,000 


879,6.36 


206,190 
150,000 
402,326 
590,641 
180,000 
286,363 

1,192,976 
6,208 
191,600 
none. 
953,370 
296,038 
none. 

1,139,615 
194,445 

6,319,620 
467,700 
300,000 
600,000 
800,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,660,000 


2,044,536 
4,111,316 
3,579,041 
4,850,764 

633,906 
1,802,244 
3,120,391 
1,050,00<» 
3,716,870 

629,964 
2,221,068 
2,293,634 

307,186 
3,207,818 
1.342,693 
9,963,258 


254,743 
177,003 
168,114 
208,669 
23,946 
150,538 
306,805 
287.768 
328,782 


a* 
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OS 

^ 

c4 

«2 

^ 

a 

•a 

.§ 

•PN 
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132,645 


495,397 


Leased  to 
Recently 


1,791,999 
1,400,000 
3,150,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


4.34,599 
803,024 
609,326 
887,219 
68,942 
258,220 
620,810 
294,183 
626,669 
188,442 
90,315 
374,897 
159,738 
244,323 
182,398 
1,526,221 
240,672 
291,417 


113,620  none 
80,053  none 

100,552' none 

!  6 

11,266  none 
79,659!none 

141,8361  8 
g5,266 

163,076 


61,513 


6 
6 
6 
8 

^ jnone 

none 

'none 

266,689inone 


the  Vt.  CjCnt. 

opened,  none 
.  {none 
0 
8 
61 
7 
6 
4 
6 
8 
6 
7 
none 


425,509 

687,000 

10,000,000 

3,740,516 

4,725,260 

1,876,148 

28,086,600 

1,679,969 

350,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 


872,000 


682,400 
400,000 

24,003,866 

7,046,396 

977,463 

616,246 

10,773,823 
2,969.760 
206,000 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
650,000 


128,000 

476,000 

1,500,000 

13,000 

*  7lV,227 


1,380,610 

2,696,488 

2,650,500 

In  progres 

1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,527,664 

6,102,936 

2,446,391 

33,869,423 

6,133.834 

633,598 

349,775 

774,495 


630,529 
329,041 
69,629 
114,410 
806,713 


114,098 
418,358 
226,639 
413,289 

26,412 
102,098 
310,876 
126,589 
214,633 

46,839 

35,214 
122,866inone 

21,4901  8 

13,144inone 


83 
30 
41 
98 
24 
27 

104 
36 
49 
83 

104} 

'124 

21 
9 
81 

97i 


81,807 
746,736 
110,892 
120,892 


6 

7 

e' 
4 

10 


294.269 
168,902  none 
none 


90 
1041 
81  i 
100 
40 
67 
82 
971 
90 
117 
67 
98  i 

•  •  •  • 

15& 
60 
96 
66 
95 
66 
120 


428,173 


Recently  |Opened. 

267,661 1    116,965j 
Recently  iopeued. 

•■••    ••■•[•■•■    ■•• 

Recently  jopened. 


7 

8 
none 

4 
none 
none 


76,760!  39,360  none 
74,241!  23,496;none 
,318,9621,800,1811  7 


1,063,669 
681,446 
205,068 


480,137 
92,353 
Recently 
213,078 
1,250,000|  Recently 
1,832,9451  173,546 


338,783 

324,494 

44,070 


6,666,382 10,427,800 
6,000,0001  2,899,166, 


329,677 
1,043,367 
1,693,711 
4,327,49« 
1,220,326 
3,245,720 
2,379,880 
1,265,143 
750,000 
1,702,523 
17,141,987 
8,067,286 


195,84 
46,072 
opened. 

96,737 
opened. 
135,017 
Recently  'opened. 
Recently  lopened. 
226,1621  116,706 


1,388,385 
149,941 
603,942 
260,899 
118,617 

Recently 
266,327 

2,480,626 
868,038 


478,413 

79,252 

816,269 

124,740 

76,890 

opened. 

106,320 

1,261,987 

641,769< 


none 


none 


none 


93 

>  ■  •  • 

40 
66 

65' 
ISO 


69 
66 
61 
28 
1041 
18i 
70 


none 

none 

8 
10 

7 
10 

3 

6 

h' 
7 

6 


30 
33 

92' 
148 


125 
65 
78J 
74» 


•■•■  '.-<.■   ■    ■>■ 


AMfiRICAN    RAILROAD    JOURNAL. 


;::f 


■T 


329 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valxuUian  o/$100. 


NAME  OF  COMPANY. 


K 


260 

30 

47 

381 

38 

57 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

56 

93 

33 

88 

60 

80 

126 

38 

29 

66 


Peonsylvauia  Central Penn. 

Philadelphia  and  Trenton ....  " 

Pennsylvania  Coal  Co ...... .  " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 

Rich.,  Fred,  and  Potomac ....  " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

•  Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 

Nashville  and  Chattanooga.  . .  " 

Conngton  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqna  and  Indiana.  " 

Columbus  and  Lake  Eric " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  ^lichigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .  " 

Ohio  Central " 

Ohio  and  Mississippi ;. . .  " 

Ohio  and  Pemisylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Indianopolis  and  Cincinnati..  " 

Lafayette  and  Indianapolis. . .  " 

Madison,  Indianapolis  &  Peru  " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago "       92 

Michigan  Southern  and  Ind.  N.Mich.  316 

Michigan  Central.... "      282 

Pacific Mo.  ,38 
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9,768,166 


13,118,902 
1,650,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,838,878 


1,004,231 
3,868,840 


3,500,000 
4,000,000 
1,013,088 


686,887 


1001 
147 
95 
136 
46 
61 
601 


40 
20 
36 
31 
37 
84 

i67 
57 


187 


44 
54 
31 


131 

83 
90 
62 
159 
72 


135 


776,269 
879,868 
688,611 


a 

3 


5,000,000 


5,677,103 


£  8 

o  s 


13,600,000 


173,867 
200,000 


603,006 
040,000 
469,150 
707,958 
120,000 
1,134,698 


22.254,338 
1,650,000 


500,000 
3,000,000 


418,187 

1,214 

163,000 


150,000 


835,000 
2,093,814 
1,430,150 

367,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


400,000 


541,000 
860,000 
900,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,574 


13 

£  u 

S  t.  « 

2  fe  a< 

o 


1,943,827 


2,033,420 
348,622 
413,673 


227,693 


o  '^ 


o 


C 


617,626... 


798,193 
216,237 
162,636 


72,370 


In  prog. 

7,002,396 
In  prog. 

3,466,879 


1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


122,861 
254,376 

62,762 
210,062 
109,268 

89,776 
610,038 


1,000,717 


1,142,200 
1,600,000 


408,200 


500,000 


550,000 


482,000 
1,000,000 
1,767,000 


2,450,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


Ib  prog. 
In  prog. 
In  prog. 
584,902 


986,074 
934,424 
278,739 
59,590 
129,396 


173,642 


74,113  none 
113,266i  7 


99,077  10 
42,736  none 

12 

153,898  6 


609,711 


536,608  8 
456,468!  '% 
149,960]  9 

21,731i.. 

71,535  8 


« 

.a 


97 


102} 
68 


77 

70 

40 

100 


60 

98 


126 


76,079 


87,421   44,260 


In  prog. 
3,279,908  432,682 


3,655,000 
2,000,000 


777,793 


2,659,653|   821,793 

In  prog.     ! 

925,000  Recently 
In  prog.     I 


In  prog. 

3,169,733    667,559 

1,865,000 

4,110,148 
In  prog. 


267,278    10 


483,454  12 


200,967 


opened. 


640,618 


Recentlv 


In  prog. 

1,310,062 
In  prog. 


Recently 
314,434 
237,606 


"         Recently 
1,869,932;  Recently 


362,133    10 

lizim .... 


116 

ioi' 


63 
80 


46 

761 

92* 


116 
65 


102i 
62 
76 


66 


111 


opened. 


opened. 
168,612   10 


77i 
79 


4,000,000 


600,000 
3,741,664 
3,977,563 

Don 


opened, 
opened, 
lopened. 

2,400,000;    516,414J    268,075    10 
1,353,019:    105,944      71,446   4 


107 


90 
76 


4,600,000 


70 
108 


In  prog.        473,648  286,152.. 

7,276,6161,200,922  586,929   17 

8,618,5061,146,698  582,816     8 

In  progresi  Recently  opened. 


126 

1194 

104i 


this  Company  laid  a  new  track  all  the  iay  from 
Brooklyn  to  Jamaica. 

The  following  statement  exhibits  the'  fioancial 
condition  of  the  Company. 

Stock 3,000,000    - 

Loan  of  1860 620,000 

New  York  State  Loan 84,032  46 

Miscellaneous 69,846  32 

Total  Stock  and  Loans S8,644,466  34 

The  ordinary  cxp«nse8  of  conducting  the  busi- 
ness of  the  road  were  SilBl,707,71. 

The  total  expenses  for  the  year  up  to  March 
31,  including  sinking  fund  debt  to  the  State,  in- 
terest, rent,  etc.,  were  $292,971,21. 

There  are  19  locomotives  upon  the  road,  with 
an  aggregate  value  of  $76,600,  and  the  whole 
amount  of  stock  amounts  to  $211,060,34. 

There  have  been  no  accidents  on  the  road  dur- 
ing the  year,  except  outside  accident*,  for  which 
there  is  no  blame  to  be  attributed  to  the  Com  - 
pany.  The  road  appears  to  be  in  good  condition, 
and  paying  well,  for  a  local  road  as  it  is. 

EscaTatlon  aad  Embankment  Tabic*. 

We  invite  the  attention  of  Engineers  and  Sur- 
veyors to  the  advertisement  in  this  Journal  of 
the  work  recently  pub  ished  by  P.  Lton  Esq.  Civ- 
il Engineer,  Philadelphia,  entitled,  "  New  and 
improved  tables ;  with  the  method  of  their  appli- 
cation to  finding  the  mean  heights  of  cross  oec- 
tions,  (or  equivalent  level  cuttings,)  and  cubic 
content*  of  excavations  and  embankments." 

Mr.  Lyon's  publication  is  a  neat  octavo  volume 
of  45  pages  handsomely  bound,  and  very  conven - 
lent  for  use.  Judging  from  the  numerous  enquir- 
ies we  have  had  for  works  of  this  character,  it  will 
meet  with  a  good  sale.  It  cau  hardly  prove  otherwiee 
than  a  valuable  assistant  to  all  young  engineers, 
a«  well  aa  an  extensive  economizer  of  time  to 
those  of  larger  experience. 

The  price  of  the  work  is  one  dollaa  and  a  half 
for  which  amount  sent  to  this  office,  we  will 
promptly  send  to  any  address  by  mail  or  other- 
wise a  copy^ 


DUtnrneli'B  Rallwajr  Gnl«to. 

We  have  upon  our  table  DislvrnclVs  Railway 
and  Steamship  Guide,  for  1864,  a  full  and  conveni- 
ent statement  of  distances  and  farei  upon  all  the 
principal  railroad  and  steamboat  routes  through 
the  United  States  and  Canada,  and  Steamship  and 
Packet  Lines  across  the  Atlantic  Ocean,  to  Cali- 
fornia, &  .c  There  is  in  it  also  a  brief  desciiption 
of  the  principal  places  in  England,  and  on  the  Con- 
tinent, with  the  lines  connecting  them,  and  accom- 
panying it  are  two  maps,  eno  of  the  United  Sutea, 
and  the  other  of  Central  Europe. 

Akron   Branck   R.allr«ad» 

The  city  of  Cleveland  has  loaned  $100,000  to 
the  Akron  Branch  Railroad,  payable  in  the  stock 
of  the  Cleveland,  Columbus,  and  Cincinnati  Rail- 
road. 


WatertowB  and   Rome.  Railroad. 

The  stockholders  of  the  Watertown  and  Rome 
Railroad  have  voted  to  authorize  its  board  of  di- 
rectors to  indorse  the  bonds  of  the  Potsdam  and 
Watertown  Railroad  Co.,  under  the  recent  act  of 
the  Legislature. 

Cincinnati,  LoKnnsport  and  Cklcayo  Rail- 
road. 

We  invite  attention  to  the  report  of  this  com- 
pany in  another  column.  In  our  next  issue  we 
shall  add  something  of  oar  own  to  the  report. 
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Fictitlous  Capital  In  Railroads.— IVew  Totk 
Central  Kallroad. 

The  stock  of  the  Central  railroad  begins  t©  flhow 
the  effect  of  the  excessive  "  vcalering  "  it  under- 
went in  the  process  of  "  consnlidalion."  It  is  well 
known,  that  at  that  time,  the  several  companies 
divided  among  themselves  about  $9,000,000,  being 
an  estimated  excess  of  the  value  of  their  stock 
above  par.  Tlie  premiums  were  paid  by  the  crea 
tion  of  a  debt  by  the  consolidated  company  to  an 
equal  amount,  and  which  added  more  than  one 
quarter  to  the  capital  account. 

The  reasons  upon  which  this  dividend  was  de- 
olared  were — that  the  excess  of  value  of  the  stocks 
of  the  several  companies  above  par,  was  profit; 
and  that  upon  the  winding  up  of  the  old  concern, 
this  profit  was  a  legitimate  subject  of  dividend. 
This  being  made,  the  value  of  all  was  reduced  to 
an  uniform  standard,  allowing  each  company  to 
enter  the  new  copartnership  on  equal  terms. 

The  consolidation  of  the  companies  forming  the 
Central  line  was  the  first  act  of  the  kind  in  the 
country  destrviug  attention.  It  may  therefore  be 
discussed  under  two  aspects  :  as  an  experiment 
affecting  the  interests  of  the  stockholders  alone, 
and  as  a  principle  in  which  the  rights  of  the  public 
are  involved. 

The  interests  «f  the  stockholders  would  net  ap- 
pear to  be  materially  influenced  either  way  by 
declaring  dividends  ft-om  capital.  Sliould  the 
capital  stock  of  the  company  be  doubled,  and  the 
dividends  cut  down  one-half,  they,  ipso  facto,  would 
be  neither  richer  nor  poorer.  If  by  the  process, 
the  expenses  of  the  company  be  increased,  as  they 
must  in  a  greater  or  less  degree,  so  far  are  the 
stockholders  losers,  and  the  act  which  produced 
■uch  a  result  an  unwise  one. 

But  a  much  stronger  objection  to  dividends, 
based  upon  an  excessive  estimated  value  of  stock, 
is,  the  spirit  of  speculation  which  it  is  sure  to  en- 
gesder.  The  process  to  this  end  is  a  natural  one 
Take  the  case  of  the  stockolders  in  the  Central 
Railroad.'  They  have  made  30  per  cent,  upon 
their  stock,  by  issuing  to  themselves,  and  for  which 
they  paid  nothing,  evidences  of  debt  against  the 
company,  which  they  sell  at  par,  leaving  the  ori 
ginal  investment  still  at  a  premium.  Their  sue 
cess  will  naturally  lead  the  same  and  other  parties 
to  seek  similar  opportunities  to  accomplish  a  simi- 
lar result.  The  transaction  is  regarded  an  honor- 
able one.  The  success  has  been  such  as  should 
gratify  the  most  grasping  cupidity.  It  may  be 
urged  to  be  sure,  that  a  similar  case  will  not  hap- 
pen. Bat  this  is  begging  the  question.  There 
arc  few  roads  so  productive,  we  will  admit,  as  has 
been  the  Central.  But  it  is  yet  to  be  decided,  in 
this  case,  wbetlier  the  road  can  continue  to  pay 
the  legal  rate  of  interest  upon  its  stock,  and  the 
interest  upon  ita  indt-btcdness.  That  it  can  do  so 
is  still  a  matter  of  opinion,  and  any  case  that  arises 
must  bo  matter  of  opinion  ;  and  this,  in  any  sup- 
posed case,  will  be  very- likely  to  sanction  the  de- 
sired measure.  The  example  of  the  Central  has 
.  been  followed  by  two  important  companies  in 
Ohio,  where  a  similar  dividend,  equal  to  fifty  per 
cent,  of  the  stock  of  one  of  the  roads  has  been 
made.  Other  cases  will  follow.  Where  millions 
can  be  realized  simply  by  giving  a  few  slips  of 
paper,  which  costs  no  more  than  the  paper  itself, 
'  the  art  being  once  discovered,  there  will  not  be 
:  wanting  a  plenty  of  imitators,  who  will  be  ready 
to  try  their  experiments  upon  any  subject  to 


which  their  arts  can  secure  a  considerable  degree 
of  public  confidence,  no  matter  how  worthless  this 
may  be,  or  how  unjustifiable  may  be  the  means 
resorted  to,  to  accomplish  their  objects. 

In  the  cases  instanced,  we  think  it  very  probable 
that  the  incomes  of  the  two  companies  will  allow 
them  to  continue  satisfactory  dividends.  Such 
being  the  fact,  the  public,  we  are  aware,  will 
hardly  see  anv  thing  objectionable  in  the  principle 
upon  which  the  acta  of  consolidation  were  based. 
But  let  the  above  or  any  other  company  fisd  them- 
selves unable  to  pay  dividends  upon  their  capital, 
and  the  absurdity  of  inflating  their  stock  beyond 
their  means  of  making  it  productive  will  at  once 
be  admitted  on  all  sides.  Such  cases  as  these  test 
the  principle  of  the  thing,  which  is  in  no  way 
changed  by  the  mere  fact  of  success. 

But  we  are  not  sure  that  the  condition  of  the 
Central  railroad,  even,  does  not  furnish  a  test  of 
the  character  named.  This  company  have  just 
divided  the  surplus  value  of  their  stock,  amount' 
ing  to  about  $9,000,000,  the  annual  interest  upon 
which  is  about  $550,000.  The  company  now  pro- 
pose to  add  $3,000,000  more  debt,  in  the  shape  of 
a  loan.  Now  the  interest  on  the  debt  created  by 
the  act  of  consolidation  will,  in  less  than  six  years, 
exceed  the  amount  of  the  new  loan.  We  presume 
that  there  is  no  pretence,  that  but  for  this  debt 
the  new  loan  would  not  be  wanted  nor  called  for. 
This  loan  is  rendered  necessary  by  the  enormous 
increased  demands  upon  tho  company's  treasury. 
In  less  than  six  years,  the  whole  amount  of  it  will 
be  required  to  meet  the  interest  on  the  ficliiious 
debt.  The  new  loan,  therefore,  is  made  to  supply 
a  necessity  that  never  would  have  existed  but  lor 
the  creation  of  this  debt,  and  is,  in  fact,  a  case  of 
borrowlijg  to  pay  interest  on  fictitious  capital, 
though  the  present  applicaticn,  of  the  money  may 
be  to  entirely  different  objects. 

But  the  objections  which  we  have  urged  we 
consider  insignificant,  in  comparison  with  the 
wrong  done  to  private  right,  to  the  commerce  and 
t©  the  general  welfare  of  the  country.  Cost  is 
inseparable  from  all  movement,  both  of  persons 
and  property,  and  in  its  degree  is  a  tax  upon  the 
industry  of  the  country.  Tho  addition  of  a  dol- 
lar to  its  price  for  transporting  a  ba.Tel  of  flour 
from  Buffalo  to  New  York,  does  not  beneflt,  per  se, 
either  the  producer  or  consumer.  Cost  of  trans- 
portation is  so  much  added  to  the  price  of  any 
thing  that  is  eaten,  drank  or  worn.  The  ingenuity, 
of  society  has  been  exercised  upon  no  subject  so 
intently  and  persevcringly  as  in  its  efforts  to  reduce 
the  cost  of  transportation.  The  problem  always 
set,  is  to  obtain  the  greatest  amount  of  movement 
Kith  the  least  outlay.  For  the  cost  of  the  former 
is  measured  by  the  extent  of  the  latter.  Now  the 
act  of  consolidation  of  the  roads  that  compose  the 
Central  line,  was  a  palpable  violation  of  public 
and  private  right,  by  the  measures  it  took  to  in- 
crease the  cost  of  the  transperUtion,  instead  of 
reducing  it.  Previous  to  the  act,  the  aggregate 
cost  of  the  movement  on  the  Central  route  required 
a  capital  of  $24,000,000.  The  same  movement 
(with  such  ordinary  increase  as  is  common  to  all 
roads)  now  involves  an  outlay  of  $33,000,000.  In 
other  words,  the  company,  to  pay  the  fermer  rates 
of  interest  and  dividend,  must  add  nearly  30  per 
cent  to  their  former  rates,  by  the  creation  of  a 
fictitious  capital,  upon  which,  if  possible,  interest 
will  be  paid.     The  Central  company,  in  fact,  arro- 


gate to  themselves,  and  exercise  the  p.iramount 
attribute  of  the  supreme  power  of  the  SUtte.  In 
other  words,  they  levy  and  collect  taxes  at  discre- 
tion, and  that,  too,  without  returning  a  single 
compensating  advantage ;  an  act  which  no  govern- 
ment of  a  State  dare  exercise,  without,  in  theory, 
at  least,  yielding  in  equivalent  to  tho  payer. 

The  Cenfcral  company,  therefore,  have  saddled 
upon  the  commerce  between  Buffalo  and  Albany 
a  burden  of  nearly  $9,000,000,  by  which  this  com- 
merce in  return  is  not  benefited  a  dollar.  It  must 
pay  $560,000  annually,  for  all  time,  to  the  lucky 
possessors  of  the  Central  road.  Every  pei"Sont 
and  every  pound  of  freight  which  passes  over  the 
road  must  pay  a  portion  of  this  tax.  It  is  levied 
upon  no  other  principle,  than  that  "  might  gives 
right."  This  tax  is  liable  to  be  increased  to  any 
point  that  will  not  defeat  its  object,  by  diminishhig 
the  movement  upon  which  it  is  levied. 

We  know  it  will  be  answered  that  the  Central 
company  have  not  increased  ilieir  rates,  and  that 
the  public  are  as  well  accommodated  as  formerly. 
This,  though,  a  specious,  is  no  satisfactory  answer. 
If  the  fictitious  debt  had  not  been  created,  the 
Central  line  would  havo  made  important  reduc- 
tions in  their  rates.  It  makes  no  differeneo  that  no 
new  burden  be  imposed,  so  long  as  a  company 
places  itself  in  a  position  which  renders  it  impos- 
sible to  mako  the  concessions  that  the  public  have 
a  right  to  demand.  In  nothing  has  greater  pro- 
gress been  made  in  this  country  than  in  the  lessen- 
ing the  cost  of  transportation.  Not  thirty  years 
since,  it  cost  $100  to  transport  a  ton  of  fiour  from 
Buffalo  to  New  York.  The  charge  for  the  same 
service  is  now  reduced  to^tr  dollars.  Theamoun 
saved  has  been  gained  to  the  producers  and  con 
sumers,  not  to  tho  carrier.  Both  in  theory  and  in 
practice  are  the  public  the  gainers  by  the  reduced 
cost  of  transportation.  The  charges  of  railroad 
companies  are,  as  a  general  rule,  graduated  by 
the  cost,  and  have  been  steadily  reduced  in  pro- 
portion to  an  increased  movement,  and  to  the 
great  improvement  which  experience  has  effected 
in  the  ordinary  operations  of  these  works. 

It  is  for  the  reason  stated  that  we  have  been 
pained  to  see  such  enormous  amounts  of  fictitious 
capital  creeping  into  a  great  number  of  our  rail- 
roads ;  in  some  instances  in  the  manner  stated, 
but  oftener  in  bonuses  paid  by  companies  in  ex- 
orbitant contracts  for  construction,  for  favors 
which  they  feel  bound  to  ask,  or  for  alleged  ser- 
vices where  no  equivalent  is  returned.  We  can 
point  to  instances  where  one,  two,  and  even  three 
millions  of  dollars  of  stock  have  been  subscribed 
by  contractors,  every  cent  of  which  was  expected 
to  be  paid  for  out  of  the  profits  of  the  work.  To 
make  this  stock  pay  high  dividends,  commerce 
must  be  taxed  accordingly.  This  tax,  if  it  is  to  be 
measured  by  the  amount  of  fictitious  capital  ex- 
isting in  all  the  roads  in  the  country,  <nust  soon 
come  to  be  a  very  great  and  serious  burden.  It 
is  increasing  every  day.  The  eagerness  of  new 
and  weak  companies  to  push  forward  their  lines, 
and  their  ignorance  of  the  actual  cost  of  their 
works,  renders  them  an  easy  prey  to  tho  skillful 
operator,  whose  address  and  superior  knowledge 
enables  him  to  secure  the  contract,  upon  such 
terms  that  the  cash  payments  of  the  company  will 
meet  his  engagements,  leaving  the  stock  wiiich 
was  subscribed,  with  an  ostentatious  anrfounco- 
ment  of  his  confidence  in  the  road— an  entire 
bonus. 
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We  submit  the  above  remarks,  not  in  a  spirit 
which  should  call  for  any  unkind  feeling  toward 
ourselves.  In  the  cases  cited,  no  improper  motive 
need  be  imputed.  The  acts  of  both  were  regarded 
as  CHtirely  proper.  We  are  satisfled,  however, 
that  they  established  a  pernicious  precedent,  and 
one  which  will  bo  likely  to  inflict  a  heavy  blow 
upon  the  commerce  of  the  country.  We  have  no 
doubt  that  the  amount  of  fictitious  capital  in  our 
roads  at  the  present  time  equals  $50,000,000.- 
Snpposing  this  to  receive  interest  and  dividend  at 
the  rate  of  seven  per  cent.,  an  annual  burden  of 
$3,600,000  is  thus  imposed  upon  the  productive 
energies  of  the  country.  Colossal  fortunes  are 
reared  in  the  njanner  indicated,  a  fact  which  ac- 
counts for  the  anxiety  manifested  on  all  hands  to 
get  hold  of  lucrative  railroad  contracts,  and  for 
the  undertaking  of  works  not  called  for  by  any 
existing  business,  nor  resting  upon  any  permanent 
basis.  The  parties  in  charge  hope,  however,  to 
give  their  sclK-mes  sufficient  vitality  to  secure  their 
construction,  and  to  inspire  such  a  degree  of  con- 
fidence on  tha  part  of  the  public  as  will  enable 
them  to  work  off  their  profits,  which  they  hare 
received  in  the  shape  of  stocks  or  securities. 
This  done,  and  they  will  be  indifferent  to  any 
result  that  may  follow.  Against  a  policy  so  inju- 
rious in  its  consequences  to  the  public,  and  so  de- 
mcralizing  to  the  entire  railroad  interest,  we  feel 
called  upon  to  enter  our  protest  at  this  early  day. 


Aunual  Report  of  tbe  State  Kngineer  and 
Surveyor  on  tbe  llailroads  of  the  State  of 
New  York. 

The  length  of  all  the  railroads  in 

operation  in  the  State  is, 

The  length  of  railroads  laid  is 

about , 

The  length  of  double  track  in  ad- 

'*'    dition  to  tbe  above  is 

Tbe  number  of  locomotives  in  use 

is, •, :• 

The  number  ol  passenger  cars  in 

use  is, 

The  number  of  bjiggage  and 
freight  cars  in  use  is, 

The  number  of  miles  run  by  pas- 
senger trains  is  about, 6,594,963 

The  number  of  miles  run  by 
freight    trains   is, 4,227,807 


75 


<o 


or. 


2,432  miles. 
2,497 

664 

586 

834 
6,895 


Total  number  of  miles  run,.  10,822,770 


45 


oo 


38 


The  whole  number  of  miles  tra- 
veled by  the  passengers  is 
about 531,572,298 

The  whole  number  of  miles  each 
ton  of  freight  was  moved,  or 
the  number  of  tons  moved  one  - 

mile,  is, 246,554,492 

The  capital    stock   of  which  is 

about, $112,038,131 

do                 paid  iu  is 
about 61,238,829 

The  amout  of  funded  and  float- 
ing debts  is, 59,669,478 

The  amount  paid  for  construc- 
tion and  equipment,  is, 1 17,797,620  58 

The  average  distance  which  each  passenger  tra- 
veled would  appear  from  the  footing  of  the  report 
to  be  44  1-3  miles,  and  the  average  distance  which 
each  ton  of  freignt  was  moved,  would  appear  to 
be  C5  1-3  miles.  But  these  average  distances 
should  be  slightly  increased,  in  consequence  of  a 
portion  of  the  passengers  and  freight  being  car- 
ried over  two  or  more  roads,  and  the  number  of 
passengers  and  tons  of  freight  being  in  those  cases 
reported  on  each  road.  Twenty-three  railroad 
corporations  have  luade  full  reports,  from  which 
the  following  statements  are  made 


The  length  of  railroads  is 2,103  miles 

The  capital  stock  as  per  charter . .'  $54,748,800  00 
do        do        subscribed,..     50,137,263  03 

do        do        paid  in, 47,430,865  03 

The  amount  of  funded  debt  is,. .  ,     43,346,781  27 

The  amount  of  floating  debt, 7,111,590  64 

The  amount  expended  in  grading 

and  bridging, 36,457,962 

The   amount  expended   on  super- 
structure,         7,681,097 

The  amount   expended  in  station 

buildings, 3,214,424  73 

The  amount  expended  in  engine 

bouses  and  machine  shops, 1,209,205  70 

The  amount  expended   for    land 

damages  and  fences, 7,781,299  73 

The  amount  expended    for    engi- 
neering and  agencies 3,254,501  64 

The  amount  expended  for  locomo- 
tives and  cars 0,686,520  77 

The  total  amount  expended  in  con- 
struction and  equipment,  includ- 
ing graiding  and  superstructure. 
The  total  amount  expended  in  con- 
struction and  equipment  includ- 
ing grading  and  superstructure 

during  the  year, 19,130,411 

The  whole  length  of  the  road  laid 

is,  miles, 

The  whole  length  of  second  track 

laid  on  the  above  is  miles, 

The  number  of  locomotives, 

passenger  .and  emigrant  cars,. 

baggage  and  freight  car^, 

miles  run  by   the  passenger 

trains  for  the  year, 

p.ossengers  carried  iu  the  cars 

as  reported,* 

The  number  of  miles  traveled  by 

all  the  passengers 

.   miles  run  by  the  freight  trains, 
miles    of  movement    of   the 

freight,.. 

The  cost   of  maintenauce  of  way 
(17  toads,  only    reporting 

this  item,) $1,447,876 

Charged  to  passen- 
ger business,...      $874,895  61,.. 

"            freight  :' 

business 606,893  08 


machine 


585 
3.751 


29 
30 


45,091  84 


$13,315  04 


9,244 
1,207 

'460 
2,922 


30 
00 

95 
00 


35,059  82 


The  cost  of  repairs  of  machinery 
on  18  roads  reporting  is, 

Charged  to  passen- 
ger business, ....      $817,570  51 

"             freight 
business, 564,771  35 


The  cost  of  operating  on  19  roads  - 

reporting  is 4,159,810  61 

Charged  to  passen- 
ger business, $2,155,597  92     -    ,. .   , 

freight    1,945  990  64     ' 


The  receipts  on  19  roads  reporting  are :  '  -      v 
From  passengers, . .  $6,799,953  82 

freieht, 5,890,638  10 

other  sources,       602,298  46     '"'"'  ''"' 

13,292,890  38 

The  payments,  other  than  for  coustruction,  on 
19  roads  were : 
For  tiansportation.  $6,418,187  61     ^^.v 

interest    on  -/  ';.    ' " 

debts, 2,044.252  63   ;   '".  '^    '' 

dividents,..     2;217,536  04  ~ 


engine  houses  and 

shops  for  do 

laud  and  fencing  for  do 

Total  expense  per  mile  of  con 
struction  and  equipment  for  2, 
105  miles  of  road, 

The  average  cost  per  mile  of  single  track  : 

For  graduation ,raas<mry  and  bridg- 
es for   2,663  miles 

For  superstructure,  including  iron, 
for  do 

For  station  buildings  for  do 

For  engine  houses  aud  machine 
shops  for  do 

For  land  and  fencing  for  do 

All  expenses  of  construction  and 
equipment  for  2,723  miles 

The  number  of  locomotives  on  2,076  miles  is  one 
to  4J^  miles  of  road. 

The  number  of  passenger  cars  on  2,076  miles,  is 
one  to  A%  miles  of  road. 

The  number  of  freight  cars  on  2,076  miles,  is  one 
to  38-100  mile  of  road. 

The  average  mileage  of  the  passengers  for  each 
miic  run  by  the  trains,  76. 

The  average  distance  travelled  by  each  passen- 
ger is  nearly  48)^  miles. 

The  average  speed  of  the  express  iraius  when  ia 
motion  is  40  miles  per  hour. 

The  average  numt>er  of  tons  of  f>  eight  for  each 
mile  run  by  the  trains  is  G2. 

The  averiige  distance  each  ton  of  freight  was 
moved  is  72)^  miles. 

The  average  speed  of  the  freight  trains  when  In 
motion  is  10  miles  per  hour. 

The  average  weight  of  the  freight  trains,  exclu- 
2,841,147 1  sive  of  the  freight  carried,  ia  160  tons. 

The  roads  reporting  the  amount  of  freight  car- 
ried show  an  aggregate  of  2,831,336  t  >us  passing 
over  tho.'*e  roads,  but  as  the  same  freight  is  fre- 
quently carried  over  two  or  more  connecting  roads, 
on  each  of  which  it  is  reported,  the  footing  of  these 
several  amounts  does  not  show  the  true  aggregate 
of  the  tonnage  carried.  As  near  as  can  be  ascer- 
tained, about  one  and  a  half  millions  of  tons  of 
freight  were  carried  on  all  of  the  railroads  of  the 
slate. 

The  reports  furnish  the  number  of  tons  of  each 
classification  of  freight  carried,  but  as  the  aggre- 
gate returns  must  necessarily  contain  the  errors 
ah.>-  ..."Liioned,  these  aggregates  are  only  nsefal 
to  show  the  i)roportion9  of  each  description  of 
freight  shipped,  which  are  nearly  as  follows  ; 

Of  the  whole  tonnage —         :■  >  . 

That  of  the  product  of  the  fbrest  is  %  per  cent. 
"  "  animals  is  20 

"     vegetable  food  is 22        " 

"     other  agricultural  products,     4        " 

•'     manufactures 12        " 

"     merchandize 11        " 

"     unclassified  articles 17        " 

The  average  cost  of  maintenance  of  way 

mile  of  road,  is  as  follows : 

Cliarged  to  the  busuMW  of 
Pasaeogen.     TnifffBtL. 

For  repairs  of  road  bed $374  31 

do  buildings 22  87 

do  fences 1138 

Fortaxes 46  87 


5,406^243  59 


44 


2,098 

•    654 

.     490 

596 

5,388 

6,234,903 


397.272,298 
3,564,807 

219,454,492 


65 


1,403.154  81 


The  average  cost  of  construction  and  equipment 
per  mile  of  road   of  those   railroads   which  have 
reported  these  items,  has  been  as  follows  : 
For  graduation  .masonry  and  bridg- 
es for   2,066  miles  of  road,..         $17,162  61 
superstructure,  including  iron 

fordo 11,915  61 

station  buildings  for  do, 1,555  87 


per 


8259  61 

17  62 

6  83 

38  76 


All  expenses  of  maint'e  of  way,  $455  43 

For  all  expenses    both  passengei    and 

$G99  12. 
The  average  cost  of  repairs  of  machinery  per 

mile,  ruu  bv  the  trains. 

'.      r\  Ceate. 

For  repairs  of  engines 8.78 

do  cars 6.07 

do  tools 0.64 

do  oil  and  waste 0.97 


$322  81 
freight, 


C«aii 
7.70 
7.80 
0.70 
1.10 


*The  actual   number   of  passengers  carried   is 
considerably  less  than  the  number  above  stated. 


For  all  repairs  of  machinery 16.45      16,80 

For  all  repairs  both  of  passengers  and  freight. 

The  average  cost  of  repairs  of  machinery  per 
passenger  and  per  ton  freight,  carried  one  mile : 
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Milla. 

For  repairs  of  engines 110 

do  cars 0.80 

do  tools 0.10 

do  oil  and  waste 0.11 


For  all  repairs  of  machinery  2.11  2.60 

For  all  repairs,  both  of  passengers  and  freight, 

The  average   cost  of  operating   the    road  per 
mile,  run  by  the  trains,  is  : 

Charged  to  the  husiiiesti  of 

Passengers.  Freight. 

Cents.  Cent*. 

For  office  expenses,  stationery.  ..  0.90  .  1.10 

Agents  »nd  clerks 4.30  6.66 

Labor,  loading  and  unloading  9.33 

Porters,  watchni.  &  switchm.  2  60  2.31 

■'-  '     W6od  &  water  station  attend.  0.93  0.79 

Cond'ors,  baggage  &  brakem.  6.00  6.10 

Engineraen  and  firemen 6.00  6.10 

Fuel,  cost  &  labor  of  prepar'g,13.60  16.60 

Oil  and  waste  for  engines  ...    1.83  2.24 

do            cars 0.69  1.30 

Loss  and  damage  to  goods 

and  baggage 0.67 

Damages  for  ioj.  to  persons. .    1.20 

do  to  property  &  cattle  0.48 
Odneral  superintendence ... .  1.20 
Contingencies 4.60 

All  expenses  of  operating. .   42.80  67.67 

The  same  per  passenger  and  per  ton,  carried  one 
mile. 

Mills.  Mills. 

For  oflBce  expenses  and  stationery  0  10  0.20 

Agents  and  clerks o.54  0.90 

"    -  Labor,  loading  and  unloading  1.60 

V  .  Porter,  switchmen  &  watchm.  0.34  0.30 

■    Wood  &  water  station  attend.  0.10  0.10 

•  ',    Conductors,  baggage  &  b'men  0.64  1.00 

Engine  aad  firemen 0.64  1.00 

'    Fuel,  cost  &  labor  of  preparing  1.70  2  60 

Oil  and  waste  for  engines 0.23  0.30 

do                 cars 0.10  0.20 

.  Loss  and  damage  to  goods  and 

baggage 0.10 

Damages  for  inj's  to  persons. 


0.32 
do        to  property  &  cattle  0.06 

General  superintendence 0.17 

Contingencies 0.62 


0.20 
0.06 
0.10 
0.20 
0.66 


All  expenses  of  operating 5.56  9.20 

The  average  receipts  per  mile  of  road,  are  as 
follows : 

From  passengers $3,270  78 

Freight 2,833  40 

Other  sources 289  70 


$6,393  88 
The  receipts  per  m'le  run  by  the  trains  are  as 
follows : 

From  passengers SI  34 

Freight 173 

Passengers,  fi  eight,  and  other  sources,  1  56 

The  receipts  per  passenger  per  mile  carried,  was 

\%  cents. 
"    »     **   (;  ■•  '"      ton  of  freight,  carried 

on«  mile 2%    " 

By  comparing  the  foregoing  average  expenses 
with  those  furnished  in  the  last  report,  it  will  be 
observed  : 

That  the  cost  of  repairs  of  the  track  per  mile  of 
road,  exceeds  that  of  the  preceding  year  nearly 
fifty  per  cent.,  but  that  the  repairs  of  machinery 
per  mile  run  by  the  trains  is  about  the  same.  The 
better  condition  of  the  tiack  has  prevented  the 
expense  for  repairs  of  machinery  from  increasing 
wiih  the  increased  rates  of  speed  which  are  now 
adopted. 

The  expenses  of  operating  the  roads  have  in- 
creased about  twenty  per  cent,  over  those  of  the 
preceding  year,  owing  to  the  increased  speed  of 
the  trains  and  to  the  higher  price  of  labor. 

The  tables  which  have  been  prepared,  show  the 
conparative  cost  of  construction  and  repairs,  and 
of  operating  each  road,  and  the  average  results! 


afford   very   useful  and   reliable   information  on 
these  interesting  subjects. 

It  is  to  be  regretted  that  all  the  railroad  com- 
panies do  not  prepare  their  reports  with  the  same 
care  and  accuracy  that  is  generally  observed. 
I  The  manner  which  has  been  adopted  for  prepar- 
ing these  tables,  furnishes  the  means  of  detecting 
many  of  the  errors,  and  it  is  believed  that  th' 
publication  of  the  errors  will  be  found  one  ol  the 
n^ost  effectual  means  of  inducing  more  care  in  the 
preparation  of  the  reports. 

In  my  last  report  I  pointed  out  some  striking 
discrepancies,  and  suggested  that  additional  au- 
thority should  be  conferred  on  the  State  Engineer, 
to  enable  him  to  inquire  into  the  accuracy  of  the 
returns  made  to  his  office,  I  respectfully  renew 
this  recommendation. 

The  following  statements,  which  are  exhibited 
by  the  tables,  will  show  how  widely  the  cost  and 
expenses  of  the  various  roads  differ  from  each 
other.    ;  ■     .    -  /     ..    \     "..•  ■  '-■'■;••.  '■':'■       ■ : 

Cost  of  graduation 
&  masoiuy,per 


I  Highest. 

taile S36,099  38 

Superstructure — 

per  mile 26,218  02 

Land  and  fences, 

per  mile 9,448  93 

C'JOstruction  and 

equipm.  p.  mile  81,812  16 
Construction  and 

equipm't,  single    . 

track 50,131  68 

Maintenance     of 

Way   per  mile, 

rbn  by  passeng. 

tfains,  cents. ..         31  39 
,by  freight  do        66  39 
Refl.  of  machinery 

IKsr  mile,  pass. 

trains,  cents . .         25  67 
^freight  do..         27  68 
Oi>etat.    machin. 

per  mile,  pas- 
senger trains..         72  79 
freight  do  '         226  79 
Rep;  of  engines.         14  44 

"         cars....  9  29 

"  '      tools....  1  69 

By  freight  trains, 

rep.  of  engines        17  68 

cars...         18  02 

!        tools . .  0  85 


Lowest.       Average. 
$6,540  57  $17,162  61 

5,040  14     11,915  61 

1,080  28      2,760  30 

16,848  98     45,091  81 

16,040  41 


10  98 
806 


4  31 
7  93 


22  48 

30  12 

3  27 

0  70 

0  03 

169 
2  54 
0-16 


Cost  of  operating,  per  mile,  run  by  trains. 

Pass]  agents,  cts.  10  85  1  17  4  30 

FueK 29  15  3  89  13  60 

Conductor,  etc..  10  49  0  86  6  00 

Engibemen 8  33  2  96  5  00 

Freight  agents..  67  86  184  6  56 

Fuel; 5275  5  68  15  50 

Conductors,  etc..  48  12  3  05  6  10 

Engidiemen 40  12  2  75  6  10 

Tojobtain  an  accurate  average,  it  has  been  ne- 
cessat'y  to  reject  some  of  the  lowest  results,  and 
such  of  the  reports  as  appeared  to  be  evidently 
erroneous. 

Th(J  tables,  in  some  cases,  show  pretty  plainly 
that  ihese  errors  are  caused  either  by  careless- 
ness oir  design,  probably  for  the  purpose  of  redu- 
cing tbe  expense  of  some  particular  item. 

The  njambcr  of  passengers  carried  on 
the  'cars,  as  reported  by  20  roads, 

was 5,172,154 

The  number  of  miles  traveled  was. .   390,677,283 
The  wliole  number  of  passengers  in- 
jured was 19 

Of  whftm  were  killed ••    - '  11 

The  wpole  number  of  employees  in- 

jure4  was 97 

Of  whom  were  killed 56 

The  whole  number  of  others  injured.  90 

Of  whpm  were  killed 67 

Making  the  total  number  injured ....  203 

Of  wh«m  were  killed 130 


$6      16 
8        2 


One  passenger  was  killed  for  every  35,516,116 
miles  traveled,  and  one  passenger  was  injured  for 
every  48,834,660  miles  traveled. 

The  classification  of  these  accidents  is  as  follows 
Passengers.  Employees.     Others. 
Kid.  Inj.     Kid.  Inj.     Kid.  Inj. 
Jumping  on  or  off 

trains  while   in 

motion 5      1        9      4 

Fell  or  thrown  fm. 

the  train 3      1       16      7         . .       , . 

Collision  of  trains,      2      5        7       7      .»,'.„... 
Trains  thrown  fm.  -  ",   . 

the  track 1        6      5        .i-""'',;^ 

Run    over    while 
walking  or  stand-  :    '       I    r- ' 

ing  on  the  track,    . .      . .         9      1 
Collission  at  road 

crossings i.        .V  >• 

At    work    on,    or 

stand,  by  trains,     ....  4     14  1         2 

Standing  on  platf      1     . .         2     . . 
Defective  machin'y   ....  32  4         2 

Other  accidents 12  6        1 

The  whole   number  of  persens  car- 
ried in  the  cars  on  20  railroads 

was, 8,174,363 

The  number  of  miles  traveled  was, . .    397,272,298 
The  whole  number  of  passengers  in- 
jured was, 

Of  whom  were  killed, 

The  whole  number  of  employees  in- 
jured was, 

Of  whom  were  killed 

The  whole  number  of  others  injured 

«VA8|  ••••   ••••   ••••  •••••••••   «•••  •■•  ' 

Of  whom  were  killed, 

Making  the  total  number  injured,. . . 
Of  whom  were  killed, 

One  passenger  was  killed  for  every  36,115,663 
miles  traveled,  and  one  passenger  was  injured  for 
every  49,669,037  miles  traveled. 

The  classification  of  these  accidents  is  as  fol- 
lows:   .  -•.    -  ;  ;    • 

Killed 
Jumping  on  or  off  trains  in  motion,.     14 

Fell  or  thrown  from  trains, 19 

Collisions  of  trains 9 

Trains  thrown  off  the  track, 5 

Run  over  while   walking,   standing, 

or  lying  on  the  track 67 

Collisions     with   vehicles   at  road 

crossings, 10 

At  work  on,  or  standing  by  trains,. .      6 

Standing  on  platforms, 3 

Defective  machinery, 7 

Other  accidents, 7 


19 
11 

97 
66 

99 

70 

209 

137 


Inju. 

6 

8 

13 

5 

17 

2 
16 

i 

3 


Total, .......; 136  78 

The  Albany  and  West  Stockbridge ;  Buffalo 
Corning  and  New  York  ;  Buffalo  and  New  York 
city  ;  Sacketts  Harbor  and  Ellisbnrg,  and  Sche- 
nectady and  Troy  companies,  have  not  included 
in  their  reports  any  statements  in  relation  to  acci- 
dents; and  it  is  not  known  to  the  department 
whether  or  not  any  have  occured  upon  these 
roads. 

It  will  be  observed  how  few  accidents  have  oc- 
curred to  passengers  from  causes  beyond  their  own 
control.  One  passenger  was  killed  from  such 
causes  for  every  198,636,149  miles  traveled,  and 
one  passenger  injured  for  every  66,212,050  miles 
traveled. 

Twenty-one  per  cent  only  of  the  accidents  caus- 
ing death,  and  thirty-three  per  cent  of  the  acci- 
dents not  causing  death  to  the  employees,  were 
from  causes  beyond  their  control. 

By  a  comparison  of  the  ratio  of  accidents,  and 
miles  traveled  in  1852  with  that  of  1853,  it  will  be 
observed  that  during  the  last  year,  the  passengers 
traveled  nearly  three  times  the  distance  traveled 
in  the  former  year  before  meeting  witii  an  acci- 
dent causing  death,  and  one  quarter  farther  be- 
fore meeting  with  an  accidi-nt  not  resulting  in 
death. 

These  evidences  of  tbe  increased  safety  of  rail 
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road  traveling,  both  to  the  passenger  and  the 
workman,  will  be  as  gratifying  to  .the  passengers 
of  railroads  as  they  are  to  the  public,  especially 
when  it  is  remembered  that  the  speed  of  trains 
has  been  greatly  increased  during  the  past  year. 

This  is  partly  due  to  the  better  condition  in 
which  the  track  and  machinery  are  now  main- 
tained, and  partly  to  the  observance  of  greater 
care  on  the  part  of  the  travelers,  and  to  the  exer- 
cise of  greater  skill  on  the  part  of  the  managers 
and  workmen. 

WILLIAM  J.  Mc ALPINE, 


Exhibit  of  the  Ciuetunatli  liogansport  «ud 
Chicago  Kailwray. 

The  Cincinnati,  Logansport  and  Chicago  Rail- 
way is  constructing  under  a  perpetual  charter 
granted  by  the  State  of  Indiana.  The  Company 
was  organized  in  November,  A.  D.  1860,  under 
the  title  of  the  Newcastle  and  Richmond  Railroad 
Company.  Under  the  authority  of  a  law  of  the 
State  of  Indiana,  their  name  was  changed  to  its 
present  name.  Its  construction  is  of  a  first  class 
road,  and  is  now  ironed  from  Richmond  to  New- 
castle, a  distance  of  twenty-eight  miles.  From 
Newcastle  to  Anderson,  the  recent  examination  of 
the  engineer  shows,  S11,000  will  finish  the  grading 
and  bridging  of  the  road,  and  lay  the  iron  to  the 
Indianapolis  and  Bellefontaine  railroad,  securing  a 
continuous  guage  from  this  city  to  Indianapolis, 
and  bringing  into  profitable  use,  this  part  of  the 
road  within  ninety  days.  From  Logansport  to  the 
Madison  county  line,  it  is  reported  by  the  engi- 
neer that  $25,000  will  finish  the  road  complete, 
ready  for  the  iron ;  that  the  grading,  bridging  and 
ties  are  ready  to  receive  the  iron  from  Logansport 
to  Kokemo,  at  which  point  it  crosses  the  Peru  and 
Indianapolis  railroad,  and  could  be  profitably  run 
so  soon  as  ironed.  The  principal  part  of  the  iron 
has  arrived  from  England,  and  is  lying  at  Toledo 
and  Cincinnati,  and  in  transitu  from  New  Orleans 
and  New  York. 

This  road  is  part  of  the  line  of  roads  directly 
connecting  the  city  of  Cincinnati  with  Chicago, 
and  will  l^  in  eflect,  when  completed,  one  road, 
and  in  one  interest  from  the  Lake  to  the  Ohio  riv- 
er. The  contracts  with  the  several  companies  are 
of  the  most  favorable  character,  and  are  published 
to  show  those  who  may  become  interested  in  our 
securities,  that  the  Cincinnati,  Logansport  and 
Chicago  railway,  although  occupying  an  interior 
position,  commencing  at  Richmond  and  extending 
to  Logansport,  a  distance  of  one  hundred  and 
eight  miles,  and  of  cheap  coDstruction,  yet  divides 
upon  the  basis  of  distance!  the  profits  of  all 
through  business,  and  has  finished,  in  the  city  of 
Cincinnati,  depot  facilities  of  the  best  character 
on  the  most  favorable  terms,  for  freight  and  pas- 
sengers. The  road,  from  Richmond  to  Cincinnati, 
is  most  favorably  located  to  suit  the  course  of 
trade.  The  Hamilton  and  Eaton  road,  keeping 
down  the  valley  of  seven  mile,  and  the  Cincinnati, 
Hamilton  and  Dayton  the  valleys  of  the  Miami 
river  and  Mill  Creek,  gives  the  most  favorable 
down  grades  to  Cincinnati,  and  enables  the  same 
motive  power  to  forward  all  the  accumulation  of 
freights.  From  Newcastle  to  Chicago,  by  refer- 
ence to  the  map,  it  wjll  be  seen  the  line  is  direct, 
not  exceeding  three  miles  of  an  increased  distance 
over  an  air  line,  and  is  the  nearest  practicable 
route  to  Chicago^the  only  departures  being 
caused  by  the  depressions  of  the  streams,  and  for 
the  purpose  of  reducing  the  grades  at  such  cros- 
sings. From  Newcastle  to  Cincinnati  a  departure 
from  an  air  lice  was  necessary,  to  avoid  high 
grades,  tunnels,  heavy  curvatures,  and  secure  an 
easy  descent  into  the  valley  of  the  Ohio  Of  the 
growth,  magnitude,  and  commercial  importance 
of  the  cities  of  Cincinnati  and  Chicago  we  need 
not  dwell  upon,  or  the  character  ot  the  coun- 
try tributary  to  this  line  of  road,  further  than  to 
say,  it  is  the  richest  and  most  fertile  portion  of 
Indiana.  The  connectious  of  this  road,  as  shown 
by  the  contracts,  extend  to  the  Mississippi  river, 
at  Burlington,  Iowa,  and  Lake  Michigan,  at  Chic- 
ago. Traversing  different  latitudes,  of  an  eastern 
bearing  from  Chicago,  a  large  amount  of  travel  in 
the  winter  will  pass  down  our  road  to  a  milder 


latitude,  to  take  an  eastern  route  from  Richmond 
or  Cincinnati.  The  vast  region  of  the  northwest, 
that  is  yet  to  be  populated,  the  intercourse  be- 
tween these  Western  cities,  the  resources,  trade, 
now  large,  and  future  dense  population  of  the  in- 
termediate counties,  are  a  sufficient  guarantee  of 
the  value  of  its  stock.  But  when  we  add  to  con- 
jecture the  fact,  that  the  stocks  of  all  finished 
roads  at  Chicago,  and  the  roads  completed  at  Cin- 
cinnati, all  bear  a  premium,  and  the  fact  that  the 
Cincinnati,  Logansport  and  Chicago  railway  con- 
nects directly,  with  or.e  guage  in  one  interest, 
those  cities,  traversing  a  fertile  part  of  Indiana, 
now  containing  one-tenth  part  of  t'le  population 
of  the  State,  demonstrates  the  character  of  the 
road,  the  value  of  the  stock,  and  the  undoubted 
reliability  of  its  securities. 

This  road,  of  one  hundred  and  eight  miles  in 
length,  divided  into  four  divisions — from  Rich- 
mond to  Newcastle,  first ;  from  Newcastle  to  An- 
derson, second  ;  from  Anderson  to  Kokomo,  third ; 
and  from  Kokomo  to  Logansport,  fourth — pres- 
ents two  divisions,  second  and  fourth,  so  near  fin- 
ished that  it  requires  an  expenditure  of  only  elev- 
en thousand  dollars  upon  the  grading  and  bridg- 
ing to  prepare  it  for  the  iron,  and  have,  with  the 
expense  of  laying  track  and  ballasting  (with  the 
first  division  now  running),  seventy  miles  of  road 
brought  into  use.  The  iron  being  purchased  and 
bonded  could  be  forwarded,  and  these  two  divi- 
sions completed  in  ninety  days.  The  third  divi- 
sion, from  Anderson  to  Kokomo,  will  require  an 
expenditure  of  some  fifty  thousand  dollars  to  pre- 
pare it  for  the  iron,  and  open  up  the  entire  lino  ; 
this  can  be  accomplished  by  the  first  of  October 
next.  The  road  being  of  the  Ohio  guage,  will 
form,  at  Anderson,  a  connection  with  the  Indiana- 
polis and  Bellefontaine  road,  of  the  same  guage, 
and  give  a  through  line,  from  Cincinnati  to  Indi- 
anapolis, of  uniform  guage,  which  would,  for 
freights,  give  this  a  decided  preference,  as  on  all 
other  lines  between  these  two  cities  bulk  is  broken. 
From  Logansport  to  Kokomo,  a  distance  of  twen- 
ty-one miles,  could  be  run  with  profit  until  the 
completion  of  the  third  division,  as  this  large, 
prosperous  place  has  no  finished  railroad  outlet, 
and  this  would  give  quite  a  direct  line  with  the 
Peru  and  Indianapolis  road  to  Indianapolis. 

EXPENDITURES  NECESSARY  TO  COMPLETE  THE  ROAD. 

1.  From  Richmond  to  Newcastle  28  miles,  fin- 
ished and  in  successful  operation,  the  aggregate 
cost  of  same,  being  $575,009,62,  exclusive  of  ma- 
chinery. 

2.  From  Newcastle  to  Anderson,  21  miles :  Gra- 
ding, Bridging,  &c.,  required  to  finish  this  divi- 
sion ready  for  the  Iron,  as  per  report  of  John 
Meinsenger,  Resident  Engineer, 

"       $11,958 

Duties  on  22  miles  Iron, 26,400 

Freights  on  ditto  to  Line  of  Road 8,800 

Laying  down  22  miles  Iron, 6,600 

Ballasting  22  miles  Road,.^^. .« 15,400 

$69,158 
All  the  Iron  for  this  division  is  now  lying  in  Bond 
at  Cincinnati  and  Toledo,  and  there  are  spikes 
sufficient  on  hand. 

3.  From  Anderson  to  Kokomo,  38  miles  :  Qrad- 
ing,  Bridging,  &c.,  including 'superstructure  com- 
plete for  the  Iron,  as  per  reports  of  John  Mein- 
senger and  T.  Lincoln,  Resident  Engineers,  $60,000 

Duties  on  38  miles  of  Iron, 45,600 

Ocean  Freights  on  3500  tons  yet 

to  arrive, $40,000  ..      . 

Inland  Freights  on  3500  tons  yet  "  *  ' 

to  arrive 26,500 

66,500 

Chairs  and  spikes  for  laying  down   38 

miles ,12.610 

Laying  track  on  38  miles, 1 1,400 

Ballasting    do       do        26,600 

$212,640 

The  company  have  in  this  country  8  miles  of 
Iron  more  than  is  required  for  completing  divisions 
2  and  4,  to  be  applied  to  this  division.     The  de- 


ficiency is  yet  to  arrive,  being  balance  on  a  con- 
tract for  5600  tons,  bought  on  a  credit  of  15 
months  from  date  of  each  bill  of  Lading. 

4.  From  Kokomo  to  Logansport,  21  miles  :  Grad- 
ing, Bridging,  and  superstructure  complete,  ready 
for  the  Iron,  and  will  therefore  require  duties  on 
20  miles  Iron,  (one  mile  being  already  finished,) 

$24,000 

Freights  from  Toledo 3,760 

Laying  track 6,000 

Ballasting, 14,000 


'■;  .■;.;  :  /  ^-j  $47,760 
The  Iron  for  this  division  being  all  now  in  Bond 
at  Toledo,  can  be  shipi>ed  by  canal  to  Logansport, 
and  laid  down  during  July,  when  the  whole  divi- 
sion can  be  brought  into  profitable  use  immediate- 
ly— connecting,  as  it  does,  at  Kokomo  with  the 
Indianapolis  Road. 

RESOURCES.  •      '  '^ 

Real  Estate  in  Cincinnati, $143,400  qO 

Real  Estate  out  of  Cincinnati, 13,400  UO 

Cash  installments  due  from  the  Cin- 
cinnati, Hamilton  and  Dayton  .  . 
Railroad,  the  balance  of  their  •.'.  '.^  • 
subscription  being  pay  able  in  ma- 
chinery at  cash  price,  which  will 
be  sufficient  at  present  to  stock 
the  line, $126,000  00 

Machinery  now  thrown  out  of  use 
by  change  of  guage,  as  per  con- 
tract with  the  Cincinnati,  Hamil-  ■.;     '"  "*' 
ton   and  Dayton   Railroad;   this     .  .  '   .; 
machinery  is  now  for  sale,  aod 
wil'  cash 50,000  OQ 

Original  subscriptions  of  stock  not 

collectttd,'being  mostly  last  install-       >  ■  '    '' 

meiits  not  yet  due, 200,000  00 

Bills  Receivable, 260,000  00 

$288,000,    ten    per    cent,     income 

Bonds  not  yet  sold, 288,000  00 

Resources  aside  from  sale  6  per  cent 

Sterling  Bonds, $1,069,800  00 

£231,200,    six    per    cent    Sterling 

Bonds  at  ^§4,44  and  90  cents  to      "  ■      V  "■i-"'  • 
the  dollar 923,874      ."  •/> 

Deduct  amount  required  to      .  '• 

be  paid  in  London,  on  the     -  -= 

Iron   necessary    to    com-  : -. 

plete  the  road, 395.000      528,874  Ot^ 

$1,598,674  (^ 
LIABILITIES 
And  amount  required  to  complete  the  Road. 

Domestic  debt $377,737  .  _,.  i  . 

To  finish  division  No  2, 69,168  - 

do        do        No  3 212,640 

do        do        No  4, 47,760   707,286 

Leaving  a  surplus  of  $890,389 

To  be  appropriated  as  follows :  Build  a  Bridge 
across  Wabash  river,  enlarged  Depots  at  Logans- 
port and  other  important  points ;  to  accomodate 
the  increasing  business  of  the  Road  ;  Retire  the 
issue  of  $300,000,  of  Newcastle  and  Richmond 
B*nds ;  Redeem  the  issue  of  $300,000.  Ten  per 
cent  income  Bonds  now  ofiered. 


The  Haiiroad  A(ljastmcnt-Cle'rcla»«l,  Phil- 
adelphia and    Eric. 

Messrs.  Case  and  Stone  have  just  returned 
from  Harrisburgh,  bringing  the  the  gratifying  in- 
telligence of  the  final  and  permanent  setlement  of 
the  railroad  difficulties  at  Erie.  And  we  think 
the  parties  to  the  arrangement  have  been  singu- 
larly fortunate,  considering  the  embarrassed  state 
of  the  questions  involved,  iu  agreeing  to  a  plan  of 
adjustment  which  seems  so  well  suited  to  accom- 
modate all  interesU  concerned,  and  to  produce 
friendship  and  concord  where  bitterness  of  feeling 
baa  so  long  prevailed. 

The  leading  points  iu  the  arrangement  agreed 
upon  are  as  follows: 

1st.  The  Cleveland  &.  Erie  Raib-oad  Company 
are  to  resume  that  portico  of  their  track  withia  *•- 
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the  State  of  Pennsylvania,  and  to  enjoy  the  right 
of  way  through  Erie,  without  break  of  guage,  sub- 
ject only  to  such  taxation  as  may,  by  general  law, 
be  imposed  upon  all  the  railroads  of  that  State. 

2.  The  Cleveland  and  Erie  Company  are  to  sub- 
scribe _^re  hundred  thnnsand  dollars  to  the  stock  of 
the  Erie  &  Sunbury  Railroad  to  be  paid  in  their 
bonds,  bearing  seven  iier  cent,  intere.st — the  Erie 
&,  Sunbury  Company  guaranteeing  a  return  there 
on  of  six  per  cent. 

Sd.  A  track   \i   to   bo   laid  to   the   harbor  of 
Erie. 

The  njutual  advantages  and  concessions  of  the 
settlement,  are  obvious.  Philadelphia,  Erie  and 
Cleveland,  have  special  cause  for  congratulation 
in  the  important  aid  thus  secured  for  the  construc- 
tion of  the  Sunbury  road.  This  will  open  a  valuable 
line  of  travel  and  trade,  and  the  arrangement 
made  so  interlaces  the  interests  of  the  three  ci 
ties  named  as  to  make  this  great  Hue  at  once  a 
bond  of  harmony  and  union 

Messrs  Case  and  Stone,  while  at  Harrisburgh 
and  Philadelphia,  communicated  freely  with  Phil- 
adelphia and  Erie  gentlemen,  and  a  disposition 
was  manifested  all  round  to  remove  existing  as- 
perities, and  unite  in  a  satisfactory  settlement.  In 
Philadelphia,  the  subscription  to  the  Erie  and 
Sunbury  road  was  not  held  to  be  as  important  as 
the  connection  secured  to  them  with  the  great  line 
of  western  travel ;  and  Cleveland  will  assuredly 
hold  it  to  be  no  unimportant  advantage  that  one 
outlet  to  Philadelphia  is  secureil  fcr  business  ta- 
ken through  our  city  and  over  the  line  of  roads 
particularly  interested  in  this  settlement,  thus  se- 
curing to  us  the  benefit  of  a  competition  with  the 
more  southern  lines.  ► 

All  will  rejoice  at  the  fortunate   termination  of 
the  difficulties ;  and   Messrs.    Kelly,    Witt,    Stone 
and  Case,  through  whose  exertions  it  has  been  ef- 
fected, are  entitled  to  the  thanks   of  the  commu- 
nity.— Cleveland  Herald. 

Sewall  &  crehore 

CIVIL  KNGINEERS, 

ST.  PAUL,  MIXESOTA. 

JosiPB  S.  SiwALL.  CnA3.  Fred.  Crihobs. 


L.yon's  Tables  of  Cubic  Con- 
teyits,  Ktc. 

These  valudb'e  tables  are  of  great  assistance  io  obtaining  the 
cubic  ccNiteiitd  of  czcsvatioiis  andciiibankinents.  Table  1. 
vlvea  correct  mean  bcighta  of  cross  sections  with  cither  tv.o  or 
tnrce  cuttings  taken.  Table  2.  finds  the  cubic  contents,  having 
the  mean  heights  at  each  end  of  Ui«  section  to  be  calculated 
givea  These  tables  possess  adtautages  in  beiii,;  applicable  to 
every  variety  <if  basea  tiid  eii'c  \ioi>e«.  Engineers  and  others 
may  obtain  thcin  by  applicatioQ  at  the  American  Kallroad  Jour- 
nal office,  9  Spruce  Street,  Now  York,  by  mail  or  othorwi.se.— 
Price  $1,50.  2l.ir 


Railroad  Iron. 

■  ^r\f\  TONS,  best  English  make,  £7  lbs,  per  lineal  yard,  now 
k)\J\J  \u  port     for  tale  by, 

THEODORE  DEHON.  20j.  Broadway. 
Contracts  made  as  above  for  Rails  delivered  at  ary  English  cr 
American  port  at  lowest  rates  and  customary  credits.  2I.6t 


Notice  to  Contractors. 
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PROPOSALS  will  be  received  at  the  office  of 
the  North  Western  Railroad  Co.,  in  Butler, 
Butler  Co.,  Pennsylvania,  until  the  7th  of  June, 
1864,   inclusive,  for  the  grading  and   masonry  of 

■  that  portion  of  the  North   Western  Railroad,  ex- 

■  tending  from  Blairsville  to  Frceport,   a  distance 
of  36  miles,  comprising  some  heavy  excavations, 

/  bridging   and   two  tunnels  varying  from    1000  to 

1400  f«et  each.     Plans  profiles  and  specifications 

will  be  ready  f»r  examination  on  and  after  the 

29th  inst.,  at  the  Engineer's  Office,  in  Blairsville, — 

•    Indiana  County,  and  Butler. 

This  line  offers  superior  advantages  to  Contrac- 
tors, the   country  being  healiby  and  easy  of  ac- 
.'  cess,  and  provisions  very  cheap. 

At  the  same  time  and  place,  some  of  the  heavy 
sections  between  Freeport  and  Butler  and  west  of 
Butler  will  be  ofifered  for  letting. 

Malone,  Painter,  Clark  &  Gonder. 
2t.21 


1>.  Mitchell,  Jr., 

Chifef  Engineer  Pitteburgh  and  St»>iibenville,  and  Chartiers  Valk'y 
Uuilroad."!,  Pittsburg,  Pa. 


Samnel  Mc  Blroy, 

Awistant  Engineer,  New  York  Navy  Yard. 

Charles  B.  Stuart, 

Civil  Engineor,  New  York. 


Edward  \V.  Serrell, 

Civil  Engineer,  157  Broadway,  New  York. 


Hi,-  r  i\  6  I  1{  i  J  M  E  .\  i  S,    .M  AUK    15  Y  |^| 

Lildinimd    Draper, 

SuiviviiiK  partner  of 
g.  STANCLIFPk   4-  DRAPER, 


!No.  '22  Pear  Street, 
near  Third  St., 


Iielow  W;i'. iiui, 
PHILADELPHIA. 


MONTUEAIi  &  NEW  YORK 

[  AND 

Plattsburgh  and  Montreal 
RAILROADS. 

JiJ'Open  through  from  Platlsburgh  to  MontTeal..£^ 

f  ass<ngcr  Trains  leave  Montreal  for  Plattsburg  at  6  30  a.m 
aiiA  6  p.m.,  arrive  at  8  a.m,  and  7.30  p.m. 

tieave  Vlattiiburg  for  Montreal  7.30  a.m.  and  4  p.m.,  arrive  a 
10*.m.  and  6.50  p.m. 

Tniius  coniiet  at  Montreal  with  Steamers  for  Quebec,  and  the 
St.  Lawrence  and  AUautic  Railroad  (br  Slierbrooke  and  inter 
mediate  station. 

f  rains  connect  at  Mooers  Jimction  with  Northern  (Ogdene- 
hurgh)  Railroad  for  Ogdeusburgh  and  Lake  Ontario  Steamers  for 
LeWiston,  Niagara  Falls  and  Upper  Canadia,  and  ail  ports  on  the 
W<>sten)  Lakes. 

Truins  coiuiect  at  Plattsburgh  by  Steamer  to  Burlington  with 
Rutland  and  Rurlingtoii  Railroad  and  connecting  lines  for  Troy, 
Albany,  New  York  and  Boston,  and  all  intermediate  stations. 
AUK)  with  steamers  for  Whitehall  to  the  Saratoga  and  Washing- 
ton  Railroad,  and  connecting  lines  of  road  to  Troy,  Albany  an<l 
New  Yoik. 

Passengers  will  find  this  route  uncaquclletl  for  comfor  and 
dispatch,  and  attende<l  wiUi  lis-sl  atigue  niid  dely  than  any  other. 
It  |)osse.sse8  moreover  the  advantage  of  a  short  Ferriage  of  only 
fifteen  minutes  across  the  River  St.  Lawrence  at  Caughuawaua, 
which  has  never  been  known  to  freeze.,  ami  can  be  contident^ 
rcll<'<1  upon  ut  all  seasons  of  the  year. 

BSTFrieght  Tariiis  run  daily  each  way. 

t°ur  particulars  see  Frieglit  and  Pussciiger  TariA 

yiAOUAOK  checked  through. 

U.  W.  NELSON,  Snixsrintcn  Ic.-t. 


Railroad  Iron. 

TUB  "  Montour  Iron  Company  "  is  prepared  to  execute  or 
ders  for  Rails  of  the  u«'ial  pattatnn  and  weights,  and  of 
ai^  required  Iciigili  not  exceeding  30  feet  per  rail. 
'       Apply  to  TU08.  CUA.MRERS, 

jBeptember,  1860.  President 


Notice  to  bridge  Builders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Wo:ks, 
of  the  Huiitingdon  and  Broad  Top  Railroad. — 
Plans  and  specilicatioris  will  be  exibitcd  at  the  of 
tlce,  or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN  C.  Engineer 
Huntingdon  May  6  1864,  4t 

To  Contractors. 

PHILADELPHIA,  WILMINGTON  AND  BAL- 
TIMORE RAILROAD  OFFICE.— Philadelphia, 
April  21st,  1854.— PROPOSALS  will  be  received 
at  this  ofiSce  until  May  25th,  1864,  for  driving  the 
piles,  protecting  the  foundations,  and  for  the  Ma- 
sonry above  and  under  watei,  of  the  proposed 
Bridge  across  the  Susquehanna  River  at  Havre- 
dp-Grace,  Maryland. 

Also,  for  the  Grading  and  Masonry  of  the  new 
location  of  the  Road  adjoining  the  Bridge,  and  ol 
tjie  Port  Deposit  Branch  Railroad. 
j  Plans,  profiles  ond  specifications  may  be  seen  at 
t  le  Engineer's  Office,  in  Havre-de-Grace. 

8.  M,  FELTON, 

17,4t  Pre«.  p.  W.  aod  B.  R.  R. 


IND^ 


Notice  to  Contractors. 

Office  of   the   Vicksburg,   Shreveport   an 
Texas  Railroad  Company, 
Monroe  La.,  March  8lh,  1854. 

SEALED  PROPOSALS  will  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
o'clock  p.  M.,  for  clearing  and  grading  the  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of 
about  twenty  miles ;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  paiish  of  Caddo — a  dis- 
tance of  about  twenty  miles  ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  miles,  begin- 
ing  at  the  Ouachita  river  and  running  west,  in  the 
parish  of  Ouachita. 

Bids  may  be  made  for  the  sections,  or  any  portion 
thereof,  not  less  than  one  mile,  and  those  propos- 
ing to  take  stock  of  the  company  in  part  payment, 
will  be  most  favorably  considered.  The  lines, 
plans,  profiles  and  quantities  of  work,  together 
with  the  specifications,  are  now  ready  for  exami- 
nation in  the  office  of  the  company.  Payments 
in  the  proportion  of  four-fifths  of  the  amounts  due 
will  be  made  at  the  end  of  each  month  or  quarter, 
as  may  be  agreed  on,  during  the  progress  of  the 
work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract,  or  to  reject  all  if  none  are  satis- 
factory. 

F'jriher  information  may  be  obtained  from  the 
undersigned.       '  ■■- 

N.  D.  COLEMAN. 
'   ''  -';        '  President.^- 

>'-'\      •■    ;         ;      p.  J.  TOURNADRE,    ^'^ 

"•'■■"         '  Chief  Engineer.''  ' 

_a«ri 

itailroad  Companies    and  * 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &.  COHNERT, 
European,  American  Employvienl  OJJite, 
287  Broadway,  corner  Rcade-st. 
Sm'^'lO    Under  the  Irving  House,  New  York. 


N.  York  and  A.  llaven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Mondoff,  May  9, 1B&4.     jf^^M^ 

TRAINS  FBOII  K«W  TORK.         ,  TRAIX8   10  ITEW  TORK. 

7  A.  M.— Accommodation  to  5.30  A.iL— Special,  from  Port 

New  Haven.  Chester. 

8  A.  M.— Express  fbr  Boston,  6.00  A.M.— Cummutatioo  fhxn 

xtopping  at  Stiini-;  New  UavuiL 

ford    and     Bridgc-i6.16  A.BL — Accommodation  fm 

port  I  New  HavciL 

9.10  A.M.— S|>ecial     for    Port;8.15  A.1II.— Accommodatioofa 

Chester.  \  New  Bavea 

11.30  A.M.— Accommodatian  for  9.35  A.M.— Express  fVora  New 
New  Haven.  I  Haven,  Stopping  at 

3-00  P.M.— Expreea   for   New  Bridgeport,     Nor- 

Uaveu,  stopping  atj  walk  and  Stamford. 

Stamford,  Norwalk  1-07  P.M.— Boston       Kxprese, 
ami  Bridgeport      |    •  stopping  at  Bridgo- 

4.00  P.M.— Accommodation  fori  port,  Norwalk  and 

New  Uavea  j  Stamford. 

5.00  P.M.— Express  for  Boston,  4.00  P.M.— Special,  ft-om  Port 
stopping  at  N.  Ha-  Chester. 

▼en.  4.00  P.M.— Acwimmodatiotj  fin 

5.3S  P.M.— Commutatico  for  N.  New  Haven. 

Haven.  J9.30  P.M.— Boston       Express, 

8.30  P.M.— Special     for    Port  8toi)ping  at  Bridge- 

Chester,  j  port,  Norwalk  and 

I  Stamford. 


OKORQS  W.  WHI8TLSB,  Jr., 
Ne»  Haven,  May,  1864. 


Sop't 


£dg^e  Tools. 

THE  Underhill  Edge  Tool  Company  manufacture  from  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  for 
the  New  England,  Southern  and  Western  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  lOnstautly  kept  on 
hand  at  their  Warehouse,  53  KUby  street,  Bostoa 
December  18, 1862,  WM.  ».  SAMPSON,  Ajent 
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PASSENGER  TRAINS 

leave  I'ier  Tout  of  Duaoe  street, 

as  fiillowii,  viz:  — 


liurrALO  Express,  at  6  a.  m.  for  Buffalo  direct,  without 
cbaiigo  of  bugjfage  or  cam. 
DuDkirk  Expreih',  at  7.  a.  m.  for  Dunkirk. 

JkUiL,  at  ».)(  a.  m.  for  Dunkirk  aud  BufiUlo,  and  intermediate 
Btaiious. 

Wat  EXPRB88,  at  12k  p.  m.  for  Dunkirk. 
Rockland  Pii-n^ngera,  at  3.  30  p.  ra,  (from  foot  of  Chamers 
Street)  via  I'iermont,  for  Sud'eru  and  intermediate  stationa. 

Way  PASSBNaBE,  at  4  i>.  in.,  for  OtisviUe,  and  intermediate 
stations. 

NiOHT  Express,  at  6  p.  m.  for  Dunkirk  and  Buflalo. 

Emigrant  at  0  p.  m. 

On  auiidays  uiiiy  one  Express  Train — at  6  p.m. 

Tlie«e  Expruss  Trainn  connect  at  Bull'alo  willi  firiit-claas 
■plenoid  iStcaniars  on  Luke  Erie  for  all  ports  on  the  Lake  ;  and 
at  Dunkirk  witb  the  Lake  6nure  Railroad  for  Cleveland,  Cincin- 
nati,  Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLCM,  General  Sui't 

Great  Western  Mail  Roatc. 

SiXTV  MILKS  DISTANCE  SAVED  TO  CHICAGO  AND 
i-T.  LOUIS.  THE  MICHIGAN  SOUTUEHN  AND 
NORTHERN  INDIANA  RAILROAD  LINE,  ckrrying  the 
Great  Wooteru  Unaed  Stated  Turougii  Mail,  liave  tlie  foliowing 
elauuch  nr^t-clasa  MeuincrH  riiiiiuiig<;n  Luke  Erie  lU  coiinectiuu 
wiih  the  NEW  YORK  aXU  ERIE  RAILROAD  from  Dunkirk, 
'  touching  al  Clevuiuiid,  au.l  conuectiug  wiili  ineir  Road  at  Xo- 
'  Icdo,  a  Kl  cumiecUug  U.recliy  with  the  CHICAGO  AND  ROCK 
IsLA.ND  RAILROADS  at  Cuicu;;o,  iu  itie  same  Depot,  thus 
fvimiiiig  a  Daily  Line  lor  Pu&jefigers  a-id  Freight  fk'om  New 
York  lo  t.ie  M.i6!>i&sipiii  River  NIAGARA,  Capt.  Miller ; 
EMPIRE,  Capu  Mitchell ;  KEYSTONE  STATE,  Capt.  Rich- 
ards; LOCISIANA,  Capt.  Davenport.  AUo 
A  DAILY  LINE  FROM  BL'tFALO  DIRECT  TO  MONROE, 
by  those  well  known  niagniiicent  Floating  Palace.-,  EMPIRE 
STATE.  J.  Wilson,  Comniuuder,  leaves  UulAilo  Mondays  and 
Thursdays;  SOUTHERN  MICHIGAN,  A.  D.  Pbrbins,  Com- 
maiidur,  leaves  UiuUlo  Tuesdays  and  Fridays;  NORTHERN 
INDIANA,  I.  T.  Phbatt,  Commander,  ksaves  Buflalo  Wednes- 
days and  Saturdays. 

One  of  the  above  splendid  Steamers  will  leave  the  Michigan 
Soutlieru  Railroad  Line  Dock,  at  9  o'clock,  P.  M.  eveo'  day,  Cex- 
ccpt  aiundays)  and  run  direct  llirou;{h  to  Monroe  without  lauding, 
ui  14  hours,  where  the  LIGHTNING  EXPRESS  TRAIN  will 
be  ui  waiting  to  take  -pussengcrs  direct  to  Chicago  iu  8  hours,  ar- 
riving uuxt  evening  after  leaving  Bullala 

Running  ti  ne  from  NjW  York  to  Baffalo 14  hours. 

Runni'tg  lune  from  Buffalo  to  Monroe 14  hours. 

Utiniuog  tiiuc  truin  Monroe  to  Chicago .  8  hours. 

Total. 36  liourst 

Connecting  at  Chicago  with  a  fine  line  of  Low  Pressure  Steam- 
boats to  ail  places  north  of  Ciucago  to  Green  Bay  ;  also  with 
Chicago  and  Rock  Island  Railroad  lo  La  Salle,  and  there  con 
iiect  with  Illinois  River  Line  of  Sieaml>oats,  or  Express  Trains 
of  ILLINOIS  CENTRAL  AND  CHICAGO  AND  MISSIS- 
SIPPI RAILROADS,  or  connecting  at  Rock  IslsnJ  with  reg 
ular  lino  of  steamers  for  all  points  alwve  aiiJ  below,  making 
the  chcai>e;t  and  most  direct  Route  lo  St.  Louis,  Rock  Island, 
Minnesota,  and  tne  Groat  West. 

The  A.MERICAN  LAKE  SHORE  RAILROADS  from  Buf- 
falo aud  Dunkirk  comiout  with  this  Uiic  at  To  edo,  forming  the 
only  direct  and  cofitinuoiis  line  of  Railroads  from  the  Atlantic 
^oaba'\rd  to  the  Valiey  of  the  MississippL 

Running  time  to  Chicago,  33  hours ;  to  St,  Lotus,  5G  hours. 
FOUR  DAILY  TRAINS  by  Railroad  all  the  way. 
TWO  DAILY  LINES  by  S  earners  on  Lake  Erie. 

Thus  the  Traveller  and  Sh  pper  can  see  at  a  glance  tliat  no 
other  Lino  can  enter  the  lists  as  competitors. 

Passengers  Ticketed  Through  from  New  York  with  privilege 
of  stopping  over  at  any  po:nt  on  the  route,  and  resuming  seils 
at  leisure,  either  by  the  New  York  and  Erie  Railroad,  via  Dun- 
kirk, New  Y'ork  and  Erie  and  Budiilo  and  New  York  City 
Railroad  via  Buflalo  :  People's  Line  of  St<!am'w>oats,  Hudson  Riv- 
er or  Harlem  and  New  York  Central  Railroads,  via  Albany  and 
Bulhilo. 

For  any  further  information,  Through  Tickets,  or  Freight,  ap- 
Iily  at  the  Company's  Ortico,  No.  193  Broadway,  corner  of  Dey 
St.,  N.  Y.,  to  JOHN  K.  PORTER,  General  Agent,  or 

L.  P.  DUNTON,  Ticket  Agent 


Notice  to  Contractors. 


PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  tfee  graduation, 
bridging  aud  masonry,  separately,  either  in  whole 
<ir  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis- 
sissippi, about  y?  miles,)  will  bo  received  at  the 
oflSce  of  the  Company,  in  Memphis,  till  the  20lh 
of  July  nest.  Proposals  for  the  entire  construc- 
tion and  equipment,  and  otherwise  as  favorable, 
will  hare  preference.  Profiles  and  estimates  of 
the  first  GO  miles  may  be  seen  on  application  at 
the  Engineer's  Ofiice  in  Memuhls.  Bidders  must 
;  furnish  satisfactory  evidence  of  their  ability  to 
^complete  the  work. 

MINOR  MERIWETHER, 

Chief  Engineer. 
May  4th,  1854. 


Notice  to  Contractors. 

Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina ;  Knoxville  and  Char- 
leston Rail  Road  Tennessee.  The  above  lines  o( 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
SouthCarolina,viaClayton,Georgia,FrankliuNorth 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Turniptop  Mountain,  a  distance  o( 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Turniptop  Mountain  to  the  Rabun 
Gap,  a  distance  of  24  miles,  tho  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  of  6800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length ; 
a  suspension  bridge  across  the  Chatnga  River  600 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  Tlie  rock  in  the  Tunnels  is  gneiss  stratified 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessee  River;  the  class  of  work  is  princi 
pally  side  hill  evcavation,  some  of  which  is  rock; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
RiviT  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  fee  t.  From  Hardens  to  Knoxville,  a  distance 
of  45  mih;8,  the  line  follows  the  river  about  eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  Ime  to  Knoxville ;  this 
portion  of  the  road  is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
1000  feet  long  and  45  feet  higli^  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  siratifled, 
and  from  Franklin  to  Anderson ,  stratified  sand  stone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled 
remarkable  for  its  health,  good  water  aud  ampl; 
resources  for  subsistence.  The  above  line  of  rail- 
way ofiers  great  inducements  to  experienced  con- 
tractors. The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  eater  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  after  the 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap- 
proximate location  can  be  seen  ateach  of  the  above 
places  after  the  1st  day  of  May.  Proposals  are 
asked  with  cash  payments,  also  eighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13 ANSON  BANGS  &  Co. 

To  Conti*actors. 

The  Virginia  Central  Railroad  Co.  proposes  to 
contract  for  taking  up  about  36  rails  of  super- 
structure now  laid  with  the  strap  rail,  and  relay- 
ing with  a  heavy  rail,  the  contractor  furnishing  ev- 
ery thing  except  the  ties  which  will  be  distribu- 
ted by  the  company. 

Sealed  propospals  will  be  received  at  the  office 
of  the  company  ip  Richmond,  until  the  24th  day 
of  May  next,  at  9  o'clock. 

The  Rail  to  be  used  must  weigh  from  65  to  60 
lbs.  to  the  yard.  Payments  to  be  50  per  cent, 
cash,  and  50  per  cent,  in  the  Bonds  of  the  com- 
pany running  30  years,  and  secured  by  a  mort- 
gage on  the  whole  property  of  the  company. 

Specifications  may  be  obtained  at  the  Engineer's 
office  at  Richmond,  after  the  10th  day  of  May. 
CHARLES  ELLET,  Jr. 
Chief  Engineer. 

Apnl  26th  1864.  gt.18 


To  Contractors. 

PACIFIC  RAILROAD  OF  MISSOURI 

THIRD   AND    FOURTH    DIVISIONS. 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  this  road,  (extending  from  the  Mis- 
souri river  at  Jeflorsou  City,  paj^siiig  ni'ar  George- 
town and  Warrcnsburgh,  to  the  Missouri  ri vtr  near 
Independence,  about  160  miles.)  so  soon  after  the 
first  of  May  next,  as  satisfactory  proposals  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  oflTer- 
ered,  or  such  parts  as  particular  contractor*  may 
select  in  form  and  quantity  to  suit  the  interestx  of 
the  company.  Proposals  are  asked  for  b>  the  cu- 
bic yard,  with  cash  payments;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  aiid  one  third  in 
county  and  railroad  mortgage  bonds  or  utLtsr  ae- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  PacitJc  Railroad 
Office,  in  St.  Louis,  and  any  information  v,  ill  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  In  opera- 
tion ;  the  second  division  lo  JcflTorson  City  under 
present  course  of  construction. 

The  third  and  fourth  divisions  now  uffeit.-d  pass 
over  a  high,  ro  ling  mixed  prairie   and   timbered 
country,  and  for  healthfulues^  and    supply  of  pto- 
visions  will  compare  favorably  with   any  part  o 
the  west.  TUOS.  ALLEN,  Prcs. 

Thos.  S.  O'Slllivin,  Chief  Eug. 

Pacific  R.  R.  Otfice,  St.  Louis,  Fob.  1864. 

To  i;hief  Kngrlncers. 

AGeutlemao  who  has  bad  some  Eif  ht  yeart  £xperl«oc«  to 
coostructJon  of  various  Eastern  and  Weet«sni  Kaiiroada  de*' 
ires  a  situatioQ  as  Resident  £ugiiie«r  upon  tome  railway  lo  th* 
United  States.  The  best  of  refereuces  as  to  Capability  aud  Et 
ficieucy  can  be  fuhtished.  Address  B.  care  of  John  Paimer  £*q. 
East  Cambridge,  Mass.  17  cf 


For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY,  eta,  St.  Uw 
rence  County,  N.  Y. — This  well  known  estabiishnieut,  hav- 
ing attached  to  it  a  hirge  and  complete  Casting  House  and  M.a- 
chine  Shop,  with  ampk:  accooimodatious  for  vorkmeu,  and  ave^ 
ry  con ve-ience  necessary  to  the  the  prosecution  of  i»ti  exteuaiv* 
business,  together  with  valuable  Iioa  Miu«-  and  Alining  kigbtt, 
also  Timber  Lauds,  is  offered  for  sale  by  the  proprietor,  who  re- 
tires from  the  bUou;ess.  The  capacity  of  tl,e  iioMie  Fun>ac« 
for  making  iron,  is  beheved  to  Ih]  uiisur{>as.s^  by  any  charcosl 
Furnace  in  the  country,  having  repeatedly  run  up  to  fourteen 
toes  per  day,  with  Oi  to  CO  per  ceix  )ie»d  fiatn  ores— specuhir 
red  oxides — coal,  per  ton,  lUO  bushels.  The  same  tuu  t>Mn  Is 
uninterrupted  operation  for  over  twenty  years,  u>d  the  reputa- 
tion of  its  iron  is  enabtished  throughout  the  We&L  liie  kicatrao 
of  these  works  is  m  the  village  and  town  of  Rossie,  cuunty  of  8L 
Lawrence,  N.  Y.,  six  miles  from  the  River  Su  Lawrence,  and 
connected  Uierewlth  by  a  plank  ruid.  Their  cost,  apart  fktxn 
premises  and  water  power,  has  involved  en  cxpooditur*  of  over 
$103,000,  and  their  present  efficiency,  in  every  rtwpect,  is  cou- 
siderud  Huexceptiociablc.  For  (UrUier  iiiformatjon  apply  to  D. 
W.  Baldwin,  Ai^cut,  at  the  works,  or  to  the  uoderainted. 

O.  1^  ARISE. 
Ogdeosburgh,  N.  Y.,  April,  1853.  li,3iii» 

SSEYMOOR  &  CO.  GENERAlL~KArLROAD 
•  AGENCY,  Office,  MetropoliunBanK  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
side,  in  amounts  to  suit  persons  desiring  to  invest, 
the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  vears  . 

OHIO  AND  MISSISSIPPI  R.R,  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORIGAOE 
BONDS,  at  24  years.  i 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.E. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS,  at  11 
years. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  cottntry, including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chairs,  i^ikw,  switch  irons,  sU.,  Ao. 


8 
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AAiEkiCAJ^    RAltliOAD    JOtTRlfAL. 


Railroad  Iron. 

TH£  Undersigned,  Agents  for  the  Manufacturers,  are  pre 
pared  to  contract  to  deliver  free  on  board  at  shipping  ports 
In  England,  or  at  ports  of  discliarge  in  the  United  Slates,  Railo 
of  superior  uuality,  and  of  weight  or  pattern  as  may  be  required. 

VOSE,  PERKINS  &.  CO  , 
New  Tork,  June  1,  1851. 9  South  William  Street. 

Important  to  Railway  Co'^s. 

AOREAT  improvement  has  recently  been  perfected  in  the 
manufacture  of  Dumping  Qravel  Curs  by  which  the  cost  U 
materially  teaaened  and  the  strength  and  durability  much  in* 
creased. 

We  have  secured  the  right  to  innnufacture  theite  improved 
Cars  and  can  supply  them  at  prices  ten  per  cent,  lower  than  the 
ordinary  kind. 

Orders  directed  to  the  Hamilton  Car  Co.,  Hamilton,  Ohio, 
wiU  receive  prompt  atteotioa 

Soutli- Western    Car  Shops, 

::■:"      Madison,  Indiana.  i 

THE  subscriber  is  prepared  to  execute  orders 
at   short  notice,  for  all  kirds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  and  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
requiring  work  delivered  in  the  South  and  West, 

W.  CLOUGH. 
Refer  to 
Jno'.  Brouoh,  Esq.  Winsi.ow,  Lanier  &  Co. 

feb.18.  Im. 
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Ontario,  Simcoe  &  Huron  R.R. 

CANADA. 

THIS  road  opened  iu  May  last  to  Lake  Simcoe  i.s  expected  to 
b«  completed  to  the  Oeorgiuir  Bay,  Lake  Huron  a 
distance  of  96  miles  iu  June  next  where  it  will  fonn  the  shortest 
and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to  the  Mineral  Regions  of  Lake  Su^torior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (C4 
mited)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day — 
,  On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  counexioo  with  the  Trains  and  wiil  convey  passengers 
through  that  Lake  and  Lake  Coiichiching  to  Onlla  whence  a 
•bort  |>ortage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloolali)  which  runs  to  the  Sault 
S  t.  Murie  and  intermediate  ports  forming  the  most  expeditious 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
acd  Superior. 

Arrangements  will  he  made  on  the  completion  of  the  road  to 
t  be  G«ot^lan  Bay  Ibr  a  line  of  first  class  Steamers  to  extend  their 
trips  to  the  ports  on  Lake  Michigan. 

ALFRED  BRUNEL, 
Superintendent 


MR.  WILLIAM  NAISH,  of  Newport,  Monmouth-shlre  In- 
spocter  of  rails,  lie^s  iiKwt  resix-cllilly  to  acquaint  impor- 
ters of  rails,  engineers  and  others  conuected  with  the  railroads 
of  America,  that  he  stills  continues  to  execute  orders  of  inapec- 
tioo,  throughout  the  various  districts  of  South  Wales  and  adja- 
cent Iron  works,  and  contidently  refers  to  the  satisfaction  which 
tea  supervision  has  given  during  the  last  ten  year  to  exporters  of 
nils,  and  others  bekiw  named  ;  as  a  proofof  the  fidelity,  careful- 
ness and  promptitude  of  his  inspections. 

BARING  BRO.  &  CO  .  Lowlon. 

PALMER,  McKILLOP,  DENT  &  CO ,  London. 

LEWIS  HOPE,  Esq  , 

OOLLBIAN  <k  8TOHLTERF0HT. 
I   HOH.  JAS.  WADSWORTH,  Bulhilo  Now  York 

JAMES  SPENCE,  Esq.,  Liverpool. 

NAtLOB,  TICKERS  &  CO.  "  191y 


C  Floyd-Jones., 

DlTlsioo  Engineer  3d  and  12th  Divisions. 

Illinois  Central  Railroad. 

Vandalia,  Jll. 


Lioeomotive  Engines  for  Sale. 

^¥'^W0  first  class  engines,  adapted  to  a  5  foot, 
JL  gauge,  22  tons  weight,  16  -f  20  inch  Cylinders, 
aad  6>^  and  6  feet  drivers,  built  by  one  of  the  bert 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  office  of  American  Railroad  Journal, 
9  Spmce-st.,  up  stairs. 
Dec.  24 
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T!o  LoeomotiYe  £ng:ine  Buil- 
ders and  Engineers. 

HE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
pr*perty,  known  as  the  BELLEVILLE  IRON 
WpRKS,  situated  on  the  Missis»(ii)pi,  directly  op- 
pokitc  the  City  of  New  Orleans,  and  within  300  feet 
of  {the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

the  buildings  are  of  brick,  with  slated  roofs, 
anji  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  find  Macliine 
Slipps,  or  almost  any  mechanical  business.  They 
noW  contain  a  new  and  powerful  Engine  and 
Boiiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
to<ils,  &c.,  dLC,  to  employ  100  mechanics,  and 
co4ld  be  put  in  working  order  in  a  few  days.  The 
Bi|ildings  cover  a  lot  300  feet  square  and  are 
an^ply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

yhe  terminus  and  depot  of  the  New  Orleans, 
Opjelousas  and  Qreat  Western  Railroad  is  situated 
abbut  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  aa  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
roid  Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
mciet  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Enginrs  and  Machinerj', — 
foi^  those  roads.  Responsible  contractors  with 
th^ir  works  on  the  spot  would  have  an  advantage 
ov^r  Northern  Workshops  in  contracting  for  the 
W(>rk  of  the  Railroads  tennioating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
th«i  attention  of  manufacturers  and  Engineers 
gei  terally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
thi  I  proprietors  of  the  Works  can  offer  favorable 
tei  ms  and  arrangements. 

jettcrs  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans; 
an  I  further  information  may  be  h|Mi  by  applying 
to  Messrs.  Bakstow  &.  Pope,   Pine  Street,  New 
Y(rk. 


Passenger  Cars  for  Sale. 

TWO  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  oflSce  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  2l8t,  1854. 


Loeoniotive  Engines. 

OR  SALE,  two  Locomotive  Tank  Engines,  4ft.  8>i  in.  gauge, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
;  ilassachusetts,  aiid  ready  for  immediate  delivery.  These  eo- 
gixiBS  are  admirably  adapted  for  fiist  travel  with  light  passenger 
traln.<<  ;  weight  13  tons,  with  4  ft.  drivers,  with  leading  and  trail 
wljeels  ;  cylinders  12>i  in.  by  20,  with  a  separate  cut-off  valve. 
Ca|i  be  examined  at  the  works  of  the  manufacturer.  Apply  to 
H.  V.  POOR,  Editor  Railroad  Journal,  9  Spruce  st.,  N.Y.     19tf 


Boiler  and  Tank  Rivets, 
Nats  and  Washers ; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
BRIDOES  <t  BROTHER, 
.-    '  64  Courtland  st,  N.  Y. 


For  Sale. 

BY  the  Bnltlniore  and  Ohio  Railroad  Company,  24  craU)  cars, 
adapted  to  Railroad  purposes,  which*  will  be  fohl  at  a  reas- 
oiijible  price.     For  ftirther  information,  apply  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 
Or  BRIDOES  &  BRO., 
19  tf  64  Courtlfind  St.,  New  York, 


To  Civil  Engineers  and  Sur- 
veyors. 

T  lANSITS,  Level  and  Surveyor8'Compas.«es  Manufactured  on 
the  roost  improved  prineiple  and  of  the  Best  Quality 

by  THOMAS  HONT, 
No.  63  f  ulloa  Street, 
JrW  .  New  York. 
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Notice  To  Contraetors. 

Office  or  the  Vicksburg,  Shrevepokt  ani 
Texas  Rail  Road  Company 
Monroe,  La.,  March  8th,  1854. 

SEALED  PROPOSALS  wil  be  received  at  this 
office  until  the  Ist  day  of  Juno  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  tht  section 
of  road  between  the  Mi.ssissippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  twen;y  miles;  Jilso,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  iu  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  running  west,  in 
the  parish  of  Ouachita. 

Bids  may  be  made  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favorably  considered.  The 
lines,  plans,  profiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four- fifths  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agit;ed  on,  during  the  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  iu  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract ;  or  to  reject  all  if  vione  are  satis- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned.  " 

;:        N.  D.  COLEMAN,  ' 

.,  .,  :    .  President. 

P.  J.  TOURNABRE, 

7tl4  Chief  Engineer,"^ 


Baiiroad  Iron. 

T  fkin  ''"ONS  T  RAILS,  about  ono-half  weighing  69  lbs. 
OyjyjV  j,er  yard  and  the  remainder  60  lbs.  per  yard  now  is 
bond  and  for  sale  by 

2d  Feb'v. 


JOHN  H.  HIOKS, 
:.  90  Beaver  Street 


1250 


Railroad  Iron. 

Tons  Erie  Pattern  Guest  and  Crfs  make,  weighing 
57 )i  lbs.  per  yard,  to  be  shipped  from  Wales  in  Ju- 
y  and  August,  for  this  fK>rt— for  sale  by 

BOORMAN,  JOHNSTON  &  CO., 
June  9, 1853.  90  Broadway,  New  York. 

Brass  Tubes  for    Locomotive 
and  Marine  Boilers. 

THE  undersigned  having  been  appointed  Agent  for  the  highot 
-'-  respectable  manufacturers  .Messrs.  Alien,  Everitt  &  Son  or 
Birmingham,  is  prepared  to  take  orders,  at  fixed  prices,  tly- 
Braas  Tubes  of  sjl  diameters,  for  Engines. — For  ftirther  particu 
lars  and  inspection  of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  1854.  90  Beaver  etr. 


DIVIDEND 
INTEREST 


NOTICE.— The  SEMI-ANNUAL 
falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  that  date  at 
the  oifice  of  the  undersigned  on  presijnt&tion  of  the 
proper  coupons,  viz  : 

The  Bonds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Railroad 
Company  7  per  cents. 

The  Bonds  of  the. City  of  Cleveland,  (Ohio,) 
issued  to  the  Cleveland, Paincsville  and  Ashtabula 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  Pittsburg,  (Pcnn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  th^  first  Monday  of  May  next,)  6  per 
cent. 

The  Madifion  and  Indianapolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds.  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  29,  1854. 
WINSLOW,  LANIER  <l  Co.,  No.  52  WaU-8t. 
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Paelfle  Uallroad.  ^ .:»    ;    ' \-i. 

The  subjoined  paper,  upon  the  subject  of  the 
proposed  railroads  to  the  Pacific,  was  read  before 
the  American  Oeographical  Society,  on  Thursday 
evening,  the  1st  iust.,  by  II.  V.  Poor,  Esq.,  Editor 
of  the  Journal.  It  was  illustrated  by  a  magnificent 
map  of  the  society  and  by  profiles  of  the  Missiiisippi^ 
Missouri,  Ohio,  Tennessee,  Cumberland,  Arkansas, 
Platte,  and  Rio  Del  Norte  rivers;  and  also  by  pro- 
files of  the  several  routes  proposed.  The  paper  de- 
rives the  grealfer  part  of  its  value  from  the  illus- 
trations used  on  the  occasion.  We  have,  however, 
concluded  to  copy  it  into  the  Journal,  erasing 
such  allusions  to  the  maps  and  profiles  as  would 
not  be  readily  understood  without  them. 

We  would  refer  the  reader  to  a  valuable  map 
prepared  by  E.  F.  Johnson,  Esq.,  and  which  ac- 
companied the  number  of  the  Journal  of  the  12lh 
of  November,  last.  Subscribers  to  the  Journal 
since  that  date  can  be  furnished  gratuitously  with 
copies  of  this  map,  on  application  by  letter  or 
otherwise.  j. 


as  our  own.  It  is  characteristic  of  them  that  they 
never  rest  satisfied  until  they  have  brought  into 
their  service  whatever  improvements  in  the  econ- 
omy of  life,  science  has  discovered  and  art  wrought 
out.  The  pioneer,  as  he  moves  forward  over  the 
prairies  of  the  West,  carries  with  him  the  railway^ 
— as  necessary  in  his  catalogue  of  wants  as  are  the 
axe  and  the  plough.  The  railway  keeps  pace  with 
the  frontier  line  of  settlement^  so  that  the  crop 
this  yoar,  of  the  frontier  farm,  in  the  great  march 
of  civilization,  has  only  to  be  held  to  the  next,  to 
be  scut  whizzing  to  the  Eastern  market  in  the  rail- 
car,  at  the  speed  of  30  miles  to  the  hour  ! 

The  progress  of  railways  kept  pace  with  the 
onward  march  of  our  people,  till  the  Mississippi 
was  fairly  crossed,  when  the  intermediate  terri- 
tory to  the  AVesteru  ocean,  was  cleared  at  a  single 
bound.  Upon  its  shores  have  been  achieved  in  five 
years,  what  have  required  two  hundred  to  accom- 
plish upon  the  Atlantic  coast.     Five  years  have 


shown  itself  indifierent  to  a  subject  which  is  ex- 
citing such  general  and  profound  interest.  The 
object  of  its  organization  was,  to  collect  and  dif- 
fuse "geographical  information."  It  was  felt  that 
there  was  no  more  appropriate  or  interesting  field 
for  their  labors,  than  that  portion  of  the  country 
through  w^iich  is  to  be  constructed  the  great  com- 
mercial pivenue  to  the  Pacific.  As  the  mo&t  im- 
portant step  toward  accurate  geographical  ideas 
is  an  intelligible  and  authentic  map  of  the  earth's 
surface,  one  of  the  first  labors  of  our  infant  society 
was  to  construct  the  magnificent  one  which  now. 
hangs  upon  our  walls.  This  map,  though  uufia- 
isbed,  is  by  far  the  most  complete  of  the  kind 
yet  executed  of  the  western  portion  of  tho  ter- 
ritory of  the  United  States,  and  presents  to  the 
eye  an  amount  of  information  that  can  be  bad 
from  the  perusal  of  no  other  single  work.  The 
construction  of  such  a  map  was  a  proper  initia- 
tive for  a  society  like  our  own.    When  completed, 


witnessed  the  birth  and  growth,  to  the  features  of  ^o  ^  to  embrace  the  whole  of  the  United  States, 
a  mature  manhood,  of  a  mighty  State  upon  the|*''**  '^*^  territories  contiguous,  its  value,  as  a 
Western  slope  of  the  continent,  which,  in  addition  l"^'^*'^^  of  diffusing  correct  information,  will  repay, 
to  more  than  fab  idous  wealth  in  iusoil,  commands '  "<*'  <^"'y  '««  cost,  but  all  the  eflbrts  that  have  yet 
the  trade  of  the  Pacific  Ocean  and  the  innumerable '  ^*-**^°  P"^  ^'^''t^  *^  ^^^i^^  ^^  "-"a""  '^e  "  Geographi- 
lands  it  washes.     The  focal  point  of  all  this  com-  j*^*'  Society." 

mercc  is  the  little  island  upon  which  we  stand.  "  A  railroad  to  the  Pacific '' is  a  complex  propo- 
To  reach  and  enjoy  ihis  commerce,  we  have  been  sition,  in  which  are  unit<;d  numerous  elements  en- 
unable  to  bring  into  use  the  greatest  of  all  human  tirely  dissimilar  in  themselves.  One  of  these,  and 
contrivances — the  railway.  So  accustomed  have  a  very  important  one,  is  the  degree  of  inclination 
we  become  to  the  luxury  of  its  use,  that  we  can-  of  the  earth's  surface  upon  the  whole,  or  any  part 
not  visit  »  neighboring  village,  a  few  miles  distant,  of  the  line.  Another  are  the  obstacles  in  the  way 
without  it.  It  is  proof  conclusive  that  no  busi-  of  a  direct  line.  A  third  is  the  ability  of  the  route 
ne.s8  nor  people  worth  visiting  exist,  where  no  such  to  supply  to  the  road  wood  and  water.  A  fourth 
work  is  found.  If  we  have,  perchance,  a  country  are  the  expedients  to  be  resorted  to  for  the  crossing 
friend,  whose  locus  cannot  be  found  in  a  guide-  of  rivers  and  mountains.  Considerations  like 
book,  we  coolly  inform  him  that  when  the  railroad  <  these  belong  to  the  scientiji<.  or  engineering  depart- 
finds  him  out,  we  will  try  to.     What  wonder,  then,  '■  ment  of  the  road.     To  anolkcr  department  belongs 


iS'':  ^j'Tf; 


In  an  age  particularly  distinguished  for  its  pro- 
gress in  the  mechanical  sciences,  it  is  natural 
that  an  achievement  which  presents  the  greatest 
diflBculty,  to  be  followed  by  the  greatest  reward 
that  has  yet  crowned  human  effort,  should  possess 
a  paramoont  interest  with  a  people  as  utilitarian 


that  we  are  impatier.t  at  being  cut  off  from  Cali- 
fornia, from  Oregon  and  Washington  Territories, 
from  the  Pacific  Ocean — its  beautiful  shores  and 
islands  teeming  with  wealth  and  busy  populations, 
and  ready,  if  we  could  reach  them,  to  pour  a  flood 
of  wealth  into  the  lap  of  our  people.  "  We  must 
have  a  railroad  to  the  Pacific,"  is  the  demand  of  a 
great  nation.  How  shall  we  get  it  1  is  the  prob- 
lem before  us  for  solution. 
The  American  Oeographical  Society  has  not 


the  duty  of  providing  the  ways  and  the  means  - 
a  third,  the  general  administration  of  affairs.  In  a 
work  like  the  Pacific  railroad,  it  is  not  easy  to  t>»y 
which  of  the  departments  involve  the  greater  dif- 
ficulties. The  engineering,  probably,  presents  the 
fewest,  as,  at  the  present  day,  nothing  is  difficult 
or  impossible  with  money.  The  tunneling  of  the 
mountain  barrier  itself  is  a  mere  question  of  dol- 
lars and  cents.  These  supplied,  and  the  engineer 
has  nothing  before  him  but  pUUn  sailing. 
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It  will  be  seen,  from  what  I  have  said,  that 
were  I  compntent,  I  might  odfcupy  a  month  of  your 
time  in  discussiug  the  subject  of  a  Pacific  railroad, 
without  saying  all  that  was  interesting  or  desira- 
ble to  be  known.  A  single  paper,  for  an  hour's 
entertainment,  were  it  only  to  touch  upon  the 
various  heads  embraced  in  the  general  proposition, 


to  attempt  to  do  more,  it  would  be  insupportable 


from  its  prolixity.     I  shall  not  attempt  either,  but|  low  Stone,  at  2000  feet  above  Iho  sea,  and  at  the 
what  will  be  much  moie  interesting  and  useful,  Ii  Grand  Fall  2300  feet.     As  the  distance  between 


of  the  Missouri  being  the  greatest  by  about  one 
inch  in  the  mile.  From  the  Falls  of  St.  Anthony 
to  the  junction  with  the  Missouri,  the  descent  is 
about  496  feet  in  a  distance  of  760  miles,  or  at  the 
rate  of  6}^  inches  to  the  mile.  From  the  Grand 
falls  to  its  mouth,  the  descent  of  the  Missouri  is 
about  1900  feet  in  2600  miles,  or  at  the  rate  of  7 


would  be  valueless  for  its  superficiality.     Were  iti  3-10  inches  to  the  mile.     Gov.  Stevens  estimates 


the  elevation  of  the  river,  at  the  mouth  of  the  Yel- 


proposc  to  offer  a  few  remarks  in  description  of 
some  of  the  leading  characteristics  of  the  country 
upon  the  several  routes  proposed,  wilh  such  ob- 
servations as  these  may  naturally  suggest,  bearing 
upon  the  general  question.  In  other  words,  I  pro- 
pose to  read  a  brief  paper,  the  principal  object  of 
which  will  be,  to  illustrate  the  subject  of  a  railroad 
by  the  use  of  the  map  and  profiles  which  you 
have  before  you.  ; 

The  United  States,  in  reference  to  its  geography, 
may  be  divided  into  three  grand,  well-defined  di- 
visions, each  possessing  characteristics  peculiar  to 
itself  They  may  be  termed  generally  the  East- 
ern, Middle,  and  Western  divisions.  The  first  lies 
between  the  crest  of  the  great  Allegheny  ridge 
and  the  Atlantic ;  the  second  extends  from  the 
foiTner  to  the  commencement  of  the  great  Ameri- 
can desert,  at  the  base  of  the  Rocky  Mountains ; 
the  third  is,  the  intermediate  territory  from  the 
last  to  the  Pacific  Ocean 


these  points  is  about  700  miles,  the  descent  of  this 
portion  of  the  river  is  only  about  one-half  as  great 
as  it  is  near  its  mouth.  We  presume  that  the  first 
few  hundred  miles  of  tlM  Mississippi,  immediately 
below  the  Falls  of  St.^^thony,  exhibits  a  similar 
peculiarity.  If  so,  (flpupper  portions  of  both 
rivers  show  a  remarkaUe  fact  in  the  topographical 
features  of  this  cowitiif,  aud  present  a  striking 
exception  to  a  genen#tew  which  seems  to  be  ob- 
served in  the  fall  of  rlrers. 

At  the  Grand  Falls  of  the  Missouri,  the  river 
descends  over  a  series  of  cascades  368  feet,  in  the 
course  of  18  miles.  Above  the  Falls,  the  inclina- 
tion of  the  river  does  not  appear  to  increase  very 
rapidly,  as  it  is  navigable  for  canoes  for  five  hun- 
dred miles,  and  to  a  point  within  38  miles  of  the 
waters  of  Clarke's  Fork  of  the  Columbia.  This 
was  the  route  pursued  by  Lewis  and  Clarke,  on 
their  way  to  the  Pacific.  At  this  point  their  ex- 
pedition left  the  river,  the  elevation  does  not  prob 


of  us  are  personally  familiar.  There  are  some 
Strong  points  of  resemblance  between  them.  They 
have  a  nearly  uniform  climate  upon  similar  paral- 
lels. They  are  sufficiently  watered  from  rains, 
and  wooded,  for  agricultural  purposes.  They  are 
both  penetrated  by  navigable  rivers.  The  surface 
or  topographical  features  of  both  are  favorable  to 
the  easy  construction  of  railroads  and  ordina- 
ry highways.  In  these  particulars,  these  divisions 
are  in  fact  so  homogenous  in  their  leading  aspects, 
that,  contrasted  with  the  third,  they  may  be 
regarded  as  one. 

The  third  grand  division  presents  a  most  striking 
contrast  to  the  two  already  doscribed.  Perhaps 
its  most  remarkable  characteristic  is  its  great 
general  elevation  above  the  level  of  the  sea,  as  it 
is  to  this  elevation  that  many  of  its  other  peculia- 
rities are  due.  This  feature  must  be  thoroughly 
studied  and  understood, in  order  to  form  a  correct 
idea  of  the  character  of  the  country  on  the  several 
routes,  and  the  difliculties  in  the  way  of  the  con- 
struction ©f  a  railroad. 

The  Mississippi  river,  in  connection  with  its 
main  afQuent,  the  Missouri,  is  the  dividing  line 
between  two  great  planes,  one  descending  to  its 
Ufi  bank  from  the  summit  of  the  Alleghenics,  the 
other  to  its  right,  from  the  summit  of  the  Rocky 
Mountains.  The  uniform  and  gradual  descent  of 
different  portions  of  this  great  river  is  very  re- 
markable. From  the  Gulf  of  Mexico  to  the  grand 
falls  of  the  Missouri,  there  is  no  obstacle  to  the 
running  of  light-draught  steamboats  at  all  seasons 
of  the  year  when  the  river  is  unobstructed  by  ice. 
From  the  mouth  of  the  Ohio  to  the  Gulf,  a  dis- 
tance of  about  1200  miles,  the  fall  is  276  feet,  or 
nearly  2  3-10  inches  to  the  mile.  From  the  mouth 
of  the  Ohio  to  the  Grand  Falls  of  the  ilissouri,  and 
to  the  Falls  of  St.  Anthony  on  the  Mississippi,  the 
desceat  of  the  tw«  riven  is  nearly  uniform ;  that 


With  the  first  and  second  of  these  divisions  most  lably  exceed  3168  feet.    From  thence  to  the  source, 

in  a  distance  of  about  26  miles,  the  rise  is  prob- 
ably not  less  than  3000  feet.  The  uniform  incli- 
nation of  this  great  river,  throughout  its  whole 
course,  constitutes  one  of  the  most  remarkable 
facts  in  the  topographical  features  of  the  North 
American  continent. 

As  before  stated,  the  Mississippi  and  Missouri 
rivers  mark  the  boundary  of  two  great  planes, 
reaching  to  them  from  the  summits  of  the  moun- 
jtain  ranges  on  either  side.  A  striking  contrast 
jpresented  by  these  planes,  is  in  their  dip  or  incli- 
^tion  to  the  point  of  their  intersection,  and  their 
geological  structure.  While  there  is  a  great  dif- 
ference in  the  elevations  of  their  uppOr  angles,  there 
is  still  greater  difference  in  the  inclination  of  the 
rivers  which  traverse  them.  The  rock  forming 
the  Allegheny  ranges  being  chiefly  limestone,  the 
rivers  that  fall  from  them  have  cut  for  themselves 
deep  channels,  far  below  the  general  surface  of  the 
country.  They  consequently  have  a  gentle  flow 
with  sufiScient  water  to  render  them  navigable 
for  a  great  portion  of  the  year.  The  main  tribu- 
tary entering  the  Mississippi  from  the  East  is  the 
Ohio.  The  descent  of  this  river  from  Pittsburgh 
to  its  mouth,  a  distance  of  975  miles,  is  424  feet 
or  at  the  rate  of  4  32-100  inches  to  the  mile.  Fol- 
lowing up  the  Allegheny  to  Olean,  in  the  State  of 
New  York,  the  head  of  steam  navigation,  a  dia- 


teristics  aa  the  Ohio.  The  Tennessee  river  at 
Chattanooga,  600  oftUes  from  its  mouth,  is  361  feet 
above  the  Ohio,  showing  a  fall  of  about  7  inches 
to  the  mile.  Above  Chattanooga,  the  ascent 
increases  rapidly ;  and  upon  entering  the  State  of 
Virginia,  about  300  miles  from  Chattanooga,  an 
elevation  of  about  1000  feet  is  obtained.  From 
the  State  line  to  its  source,  the  ascent  is  about 
1650  feet,  in  about  126  miles.  •   '    i 

The  Cumberland,  lying  within  the  circle  de- 
scribed by  theSTennessee,  has  less  descent;  the 
fall  from  Nashville  to  its  mouth  being  only  104 
feet,  in  a  distance  of  240  miles,  or  at  a  rate  of  5  1-5 
inches  per  mile.  The  inclination  of  the  head  wa- 
ters of  the  Cumberland  river  does  not  differ  much 
from  those  of  the  Tennessee. 

I  have  been  particular  to  give  you  the  inclina 
tion  of  the  rivers  draining  the  western  slope  of 
the  Alleghenies,  or  the  great  eastern  plane  of  the 
Mississippi,  that  you  may  better  appreciate  the 
consequences  that  result  f)t>m  the  greater  slope  of 
the  corresponding  plane  upon  its  western  side.  The 
slight  descent  of  the  Ohio,  Tennessee  and  Cumber- 
land rivers,  give  them  gentle  currents  and  deep 
channels,  peculiarly  adapting  them  as  avenues  of 
commerce.  On  the  other  hand,  in  ascending  the 
table-lands  which  fall  towards  the  right  bank  of 
the  Mississippi  and  Missouri,  we  find  that  the  rivers 
which  traverse  them  have  an  inclination  nearly 
ten  times  greater  than  those  which  enter  the  for- 
mer upon  the  lefl.  For  the  purposes  of  this  paper, 
the  comparison  will  be  confined  to  the  Arkansas 
and  Platte,  as  these  define  two  routes  for  the  pro- 
posed road,  and  constitute,  from  their  positions 
and  general  directions,  appropriate  contrasts  to 
the  Ohio,  Cumberland  and  Tennessee,  and  also 
afibrd  the  best  illustration  of  some  of  the  peculi- 
arities of  the  great  western  plane  they  water. 

The  Arkansas  river,  entering  the  Mississippi 
only  about  seven  hundred  miles  above  its  mouth, 
within  what  may  be  termed  the  great  delta  of  the 
Mississippi,  and  at  an  elevation  of  upwards  of  150 
feet  above  the  sea,  the  lower  portion  of  it  pre- 
sents some  of  the  characteristics  of  its  recipient. 
It  has  a  steamboat  navigation  to  Port  SmM,  about 
600  miles,  by  the  course  of  the  river. 

In  this  distance  the  descent  is  probably  250  feet 
In  longitude  97°  west  from  Greenwich  it  probably 
reaches  about  the  same  altitude  as  the  Platte 
River  at  its  mouth  in  longitude  96°.  At  these  re- 
spective points  the  two  rivers  present  similar  char- 
acteristics, having  rapid  currents  over  wide  sandy 
bottoms  with  low  banks,  and  are  entirely  unfitted 
for  any  commercial  purposes.  Their  elevations 
above  the  sea  are  about  1000  feet.  As  we  ascend 
the  great  plane,  the  two  rivers  maintain  nearly  the 
same  altitude,  showing  a  remarkable  uniformity 
in  the  general  surface  of  the  country.  From  the 
mouth  of  the  Platte  to  Fort  Laramie  the  distance 
is  about  675  miles,  and   the    descent  of  the  ri 


tance  of  250  miles,  we  find  the  descent  rapidly  ver  3,660  feet,  showing  a  rate  of  fall  of  about  six 


increasing.  The  elevation  of  this  point  is  1403 
feet  above  the  sea,  or  704  above  Pittsburgh,  show- 
ing a  fall  of  2  feet  8  inches  to  the  mile.  In  60 
miles  more  we  reach  the  sources  of  the  river,  in 
the  town  of  Friendship  in  this  State,  1678  feet 
above  the  sea,  and  2456  miles  from  the  Gulf. 

If  we  examine  the  Tennessee  and  Cumberland 
rivers,  which,  with  the  Ohio,  drain  the  greater 
part  of  the  western  slope  of  the  Allegheny  range, 
we  find  them  possessing  the  same  general  charac- 


feet  to  the  mile,  or  sixteen  times  greater  than  the 
Ohio.  From  Fort  Laramie,  to  the  South  Pa88,the  de- 
scent is  at  the  rate  of  10)  feet  to  the  mile  in  185 
miles;  the  crest  of  the  Rocky  Mountain^  at  this 
point  being  7,490  feet  above  the  Sea.  The  des- 
cent of  the  head  waters  of  the  Platte  are  nearly 
five  times  greater  than  that  of  the  head  waters  of 
the  Ohio.  The  rate  of  the  fall  of  the  Arkansas 
very  nearly  corresponds  to  that  of  the  Platte. 
From  the  great  Bend  of  this  in  longitude  98  west 
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from  Greenwich  to  Bent's  Fort,  which  like  Fort 
Laramie,  lies  at  the  base  of  the  mountains,  the  de- 
scent of  the  river  is  2,300  feet,  in  311  miles,  or, 
at  a  rate  of  7J  feet  to  the  mile.  From  Bent's 
Fort  to  the  summit  of  the  Sangre  Dez  Christo  Pass, 
the  descent  is  4,942  feet  in  121  miles,  which  is  at 
the  rate  of  40  feet  to_the  mile.  Bent's  Fort  is  3,- 
858  feet  above  the  sea,  and  the  summit  of  the 
Sangre  De  Christo  Pass,  is  8,800  feet  according  to 
Capt.  Gunnison.  The  fall  of  the  upper  portion  of 
the  Arkansas  is  more  than  twenty  times  greater 
than  that  of  the  Allegheny. 

Another  great  river  possessing  characteristics 
very  similar  to  the  above,  though  having  a  diflfer- 
ent  direction  and  outlet,  is  the  Rio  Del  Norte.  All 
three  take  their  rise  in  the  same  great  elevated 
Plateau,  the  Platte  and  Arkansas  draining  its  Nor- 
thern and  EaAem,  and  the  Del  Norte  its  Southern 
and  South  Western  slopes.  The  descent  of  the  upper 
part  of  this  river  is  much  greater,  probably,  than 
either  of  the  former.  From  San  Felipe,  in  lati- 
tude 35°  30'  to  a  point  near  the  Mexican  bounda- 
ry, the  river  falls  at  the  rate  of  4  feet  per  mile, 
San  Felipe  is  5,158  feet  above  the  sea,  Santa  Fe 
6,846.  San  Felipe  is  more  than  300  miles  south 
from  the  source  of  the  river  in  tlie  famous  Coocha- 
topee  Pass,  the  water  from  the  southern  slope  of 
which  fell  into  the  Del  Norte.  At  the  rate  of  twen- 
ty feet  to  the  mib,  which  is  only  one  half  of  the 
descent  of  the  Huerfano  from  Beut's  Fort  to  the 
Sangre  De  Christo  Pass,  and  which  Fremont  and 
Heap  describe  as  a  very  level  route,  we  have  11,- 
168  feet  as  the  elevation  of  the  Coochatopee  Pass, 
which  is  only  76  feet  higher  than  the  measunnent  of 
Gunnison  makes  it;  viz.  11J082  feet. 

It  must  be  berne  in  lAind  that  the  elevations  I 
have  given  are  not  those  of  mountain  summits^, 
but  of  the  lowest  depression  between  them,  such 
as  are  followed  by  the  water  courses  and  have 
been  selected  on  account  of  their  great  depression 
and  favorable  features  as  the  great  routes  of  tra- 
vel to  the  Pacific.  The  general  elevation  of  the 
neighboring  planes  is  much  greater,  while  upon  all 
sides  of  these  passes  tower  mountains  covered  with 
perpetual  snow. 

It  is  easy  to  see  that  the  inclination  of  the 
above  rivers  entirely  unfits  them  for  navigable 
purposes.  They  have  wide  shallow  channels  with 
beds  but  slightly  depressed  below  the  general  ele- 
vation of  the  country  contiguous.  •  Iti  some  parts 
,  of  their  course  they  nearly  lose  themselves  in  the 
sands  over  which  they  run.  In  many  places  the 
Del  Norte  disappears  for  miles,  presenting  when  it 
re-appears  its  full  volume  of  water. 

These  facts  render  the  country  traversed  by 
these  rivers  inaccessibte  by  the  sleavibnat,  which 
has  thus  far  been  the  pioneer  in  the  westward 
,  movement  of  our  people,  and  constitutes  one  of 
the  great  obstacles  to  the  construction  of  a  Rail- 
road to  the  Pacific. 

The  foregoing  remarks  have  been  descriptive 
:.u>f  the  Eastern  and  Southern  slopes  of  the  great 
Rocky  Mountain  Range.  Upon  reaching  the 
summit  of  the  plane  ot  plateau  from  which  these 
mountains  rise,  we  find  it  extends  with  very  little 
depression,  except  where  it  is  intersected  by  the 
waters  of  the  Colorado  and  Columbia,  to  the 
Sierra  Nevada  on  the  Pacific.  The  great  uni- 
form elevation  of  the  territory  embraced  within 
these  mountain  ranges,  is  one  ot  the  most  distin- 
goishiDg  fentures  in  the  topography  of  this  Ctmti- 


uent,  and  one  of  the  most  remarkable  of 
the  globe.  Nearly  every  portion  of  it  is  thickly 
studded  by  ranges  of  mountains  some  of  which 
vie  in  elevatioa  with  those  that  enclose  them.  If 
possible,  the  country  is  still  more  barren  than 
that  already  described.  Throughout  is  the  same 
absence  cf  water  and  wood.  The  sands  drink  up 
the  feeble  streams  as  they  descend  from  the  snowy 
hills.  Nothing  can  bo  cultivated  except  by  irri- 
gation, which  is  confined  to  the  narrow  bottoms 
of  the  water  courses.  All  else  presents  the  deso- 
lation of  the  desert  in  all  its  hideousness.  From 
North  to  South,  this  desert  extends  from  an  un- 
known distance  below  the  Mexican  boundary  nearly 
to  the  British  Possessions,  and  probably  covers 
the  larger  portions  of  Oregon  and  Washington  ter 
rltories.  Its  breadth  embraces  about  22  d(>grees 
of  longitude  and  measures  from  900  k)  1100  miles 
Its  general  elevation   is   about  4,500  feet,  while 


Rio  Grande  a  distance  of  about  200   miles,  is  a 
high  barren  plain,  portions  of  it   being  5000  feet 
above  the  sea.     c-  .-.■■; 
One  of  the  most  remarkable  features  of  portions 

of  this  great  desert,  particularly  that  of  the  great 
Salt  Lake  basin,  is  in  aspect  of  newness  which  it  pres- 
ents. Rain  is  the  grand  disintegrator  of  th3 
earth's  surface.  Where  it  does  not  fall,  the  lapse 
of  ages  produces  no  perceptible  change  in  the  as- 
pect of  nature  ;  consequently  portions  of  the  great 
American  Desert  present  the  same  appearance 
they  it  did  ten  thousand  j'ears  ago.  It  seems 
not  to  have  been  disturbed  since  the  war- 
ring forces  of  nature  laid  down  their  arms. — 
This  warfare  would  appear  to  have  ended  but 
yesterday.  Tlie  yawning  chasms,  the  blackened 
hills,  the  angular  and  jagged  masses  of  rock  piled 
up  in  endless  confusion,  the  heaps  of  scoria  glist- 
euing   as  if  it   ran   from  the   furnace   of  yester- 


throughout  its  whole  extent  rise  mountains  from 
10,000  to  15,000  feet  high.  Within  it  is  the  des- 
ert of  the  Great  Salt  Lake  whjch  is  elevated  4,200 
feet  above  the  sea,  and  which  has  a  system  of 
mountains  and  rivers  peculiar  to  itself.      ,.-  -.  : 

The  first  grand  consequence  that  results  from 
the  great  elevation  of  so  large  a  portion  of  our 
continent,  is  the  absence  of  rain.  Its  height  above 
the  sea  would  largely  reduce  the  quantity,  were 
there  no  other  causes  which  influence  the  same  re- 
sult. Either  side  of  the  great  plateau  is  flanked  by 
the  ranges  of  the  Rocky  and  Sierra  Nevada  M  oun- 
tains,  which,  intercepting  the  moisture  borne  into 
the  interior  from  the  sea,  precipitate  it  upon  their 
lofty  summits.  This  fact  explains  the  cause  of  the 
immense  masses  of  snow  which  collect  in  the  moun- 
tain gorges,  particularly  of  the  Sierra  Nevada.  Upon 
crossing  these  mountains  into  the  great  desert, 
the  snow  which  accumulates  in  such  immense  bod- 
ies upon  the  western  slopes,  disappears.  The 
same  fact  is  noticed  upon  the  Rocky  Monntains, 
although  th  eir  influenceis  not  so  striking  as  that 
of  the  Sierra  Nevada,  from  the  greater  elevation 
of  their  base,  distance  from  the  sea  and  the  drier 
atmosphere  by  which  they  are  surrotmded.  Upon 
their  eastern  slopes  only  a  small  amount  of  mois- 
ture falls.  This  is  collected  upon  the  lofty  moun- 
tains, whose  hights  are  sufficient,  by  the  changes 
of  temperature  which  they  cause,  to  disturb  the  or- 
dinary equilibrium  of  the  atmosphere,  and  con- 
dense upon  their  summits  the  moisture  held  by 
it.    .^Ci.  '•■-  ■  ■-        ■  .^As-v;^-*;,'-;-"  ■;   •  ■'         '- .'  '  :.". 

This  great  elevated  plateau  which  embraces 
the  Eastern  and  Southern  slopes  of  the  Rocky 
Mountains,  extending  from  250  to  300  miles  from 
their  base,  presents  all  the  characterstics  of  a  true 
desert.  On  the  East  the  boundary  of  this  desert 
may  be  described  by  a  line  drawn  from  the  mouth 
of  the  Yellowstone  to  the  great  bend  of  the  Arkan- 
sas near  the  point  of  intersection  of  the  parallel 
of  latitude  38,  with  longitude  99.  The  line  thence 
extends  very  nearly  South,  inclining  a  little  to 
the  west  after  entering  Texas  and  inclining  to  the 
the  East  again  on  approaching  the  Rio  Grande,  and 
leaving  a  wide  belt  of  desert  country  East  of  the 
river,  to  its  mouth.  Within  t  he  limits  of  this  des- 
ert is  the  great  Llano  Estacado  of  Texas,  an  ele- 
vated and  treeless  plain.  In  latitude  31,  30,  Bart- 
lett's  £xx>edition  crossed  it,  and  for  seventy  miles 
from  the  Choncho  to  the  Pecos,  found  no  wat- 
ler.  In  latitude  32,  80 ,  its  width  is  mor«  than 
doable  the  above.    Between  the  Pecos  and  the 


day,  the  vast  plains  unenlivened  by  a  single  speci- 
men of  organic  or  animal  life,  all  bear  witness  of  the 
external  action  of  those  terrific  agencies,  which 
now  quietly  repose  in  the  bowels  of  earth.  Over 
the  scene  of  their  warfare,  through  the  agency  of 
milder  forces,  no  veil  has  been  thrown.  It  re- 
mains, and  always  will  remain,  intellegible 
alike  to  the  lettered  and  unlearned,  a  record  of  a 
great  crisis  in  the  earth's  history. 

Throughout  this  desert  wherever  running  water 
is  found,  its  sources  are  always  in  lofty  moun- 
tains. These  streams  constitute  the  oases  of  the 
desert  and  are  often  tiflaes  separated  by  jornadas 
or  sandy  plains  without  water,  all  the  way  from 
10  to  100  miles  in  extent.  In  the  winter,  which  is 
the  rainy  season,  these  are  crossed  by  mule  trains 
with  comparative  safety,  as  portions  of  them 
abound  in  grass.  In  the  summer  or  dry  season 
they  are  nearly  impassable  both  for  man  or 
beast. 

Such  is  not  an  overdrawn  picture  of  the  physi- 
cal characteristics  of  a  territory  embracing  nearly 
one  half  of  the  breadth  of  the  North  American 
Continent,  and  over  which  must  be  the  route  of 
most,  if  not  all,  the  proposed  Railways  to  the  Pa- 
cific. I  have  been  particular  not  only  to  describe 
it  with  suflScient  distinctness  for  the  object  I  have 
in  view;  but,  to  contrast  its  pecuUarities  with 
those  portions  of  the  country  with  which  we  are 
all  familiar.  In  this  manner  only  can  a  correct 
idea  be  formed  of  the  magnitude^  and  difficulties 
in  the  way  of  construction  of  a  Pacific  Rail- 
road. We  are  apt  to  regard  the  obstacles  to  such 
an  undertaking  the  same  in  kind,  as  those  en- 
countered in  the  construction  of  a  railway  east  of 
the  Mississippi  River.  If  the  Erie  Railroad  with  a 
line  of  600  miles,  has  cost  $35,000,000,  we  ukeit  for 
granted  that  a  Railroad  to  the  Pacific  of  2000 
miles  of  line  would  cost  S140,000,000.  Nearly  ev- 
ery person  in  the  United  States  takes  the  road 
with  which  he  is  the  most  familiar  as  a  proper  il- 
lustration of  what  the  Pacific  Railroad  is  to  cost, 
and  solves  the  probiem  by  multiplying  the  length 
and  cost  of  his  own  into  the  one  proposed  to  be 
built. 

To  this  fact  wc  may  ascribe  the  ready  garrulity 
of  all  of  tis  upon  a  subject,  of  which  those  whio  real- 
ly appreciate  its  magnitude,  approach  to  s4y  the 
least,  with  awe. 

The  proposition  before  us  involves  the  construc- 
tion of  a  railroad  for  a  distance  of  nearly  2000 
miles  through  an  oniohabited^  aad  for  the  greater 
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part  we  may,  say  an  uniiibabitable  countiy,  nearly 
destitute  of  wood,  exionsive  districts  of  it  desti- 
tute of  water ;  over  mouutaiu  ranges  whose  sum- 
mits are  wliite  with  eternal  snows ;  over  deserts, 
parched  beneath  an  unclouded  sky,  and  over 
yawning  chasms  which  the  process  of  disintegration 
since  the  volcanic  fires  were  put  out,  lias  not  yet 
filled  up.  IIow  is  a  sufficient  force  to  be  main- 
tained upon  sucli  a  work  for  its  construction  1 
And  how  is  the  road  to  be  kept  iu  repair  and  op- 
erated after  it  is  built  7  How  is  the  locomotive 
to  be  supplied  with  its  food,  wood  and  water  ? 
These  are  some  of  the  questions  that  are  to 
be  discussed  and  solved  -,  not  the  necessity  that 
exists  for  the  work.  This  requires  no  demonstra- 
tion. 

For  the  Pacific  Railroad  five  routes  are  propos- 
ed, which  may  be  designated  as  the  Northern  or  Mis- 
souri, the  South  Pass,  the  Central  or  Benton's,  the 
Albuquerque  and  the  Southern.  I  propose  to 
notice,  briefly,  the  features  peculiar  to  each. 


Is/. — THE  NORTHERN  ROUTE. 

The  proper  base  of  this  route,  is  the  western  ex- 
tremity of  Lake  Superior.  From  thence  it  is  pro- 
longed in  a  'generally  westerly  direction  toward 
the  great  bend  of  the  Missouri,  the  valley  of 
which  it  follows  to  the  summit  of  the  Rocky 
Mountains.  Crossing  these,  it  falls  into  the  val- 
ley of  Clark's  Fork  of  the  Columbia,  which  it  fol- 
lows to  its  junction  with  the  Columbia, and  thence 
along  that  river  to  its  mouth.  This  is  a  route, 
the  entire  practicability  of  which,  Governor  Stev- 
ens, as  we  understand,  claims  to  liave  demonstra- 
ted. He  entertains  a  belief  that  a  practicable 
route  may  be  found  from  the  Columbia  to  Puget 
Sound  by  following  up  the  Yukima  and  crossing 
the  Cascade  range  in  the  Snoqual-me  Pass,  which 
is  about  3,500  feet  above  the  sea. 

A  superiority  claimed  for  the  Northern  route  is 
the  fact  that  it  coincides  with  a  great  depression 
in  the  surface  of  the  country  extending  entirely 
across  the  continent,  as  indicated  by  the  course  of 
its  three  great  Rivers,  the  St.  Lawrence,  the  Mis- 
souri and  the  .Columbia.  The  St.  Lawrence  en- 
tering the  Atlantic  Ocean  in  longitude  56  takes  its 
rise  in  Lake  Superior  in  longitude  92,  spanning  in 
its  course  36  degrees  of  latitude,  or  more  than  one 
half  of  this  Continent.  The  distance  from  Lake 
Superior  to  the  Pacific  is  a  few  degiees  less,  or 
thirty  two  degrees.  Lake  Superior  is  690  feet 
only  above  the  sea,  from  which  it  will  soon  be  acces- 
ible  to  large  vessels.  Here  then  is  a  highway,  al- 
ready provided,  extending  one  half  the  way  across 
the  continent  and  the  best  possible  one  for  com- 
mercial purpases.  ^ 

From  the  head  of  Lake  Superior  in    latitude 
47,the  line  has  a  generally  westerly  direction,  cros- 
sing the  head  waters  of  the  Mississippi  at  an  ele- 
vation of  about  1200  feet  above  the  sea,  and  those 
of  the   Red  River  of  the   North,   a  short  distance 
below  Lake   Traverse,  at  an  elevation  of  about 
1000  feet.    From  thence  it  gradually  ascends  the 
coteau  of  the  prairies  of  the  Missouri   which   are 
crossed  at  an  elevation,  probably,  of  2300  feet. — 
On  entering  the  valley  of  the  Missouri,  the  route 
adopted   by   Gov.  Stevens    avoids  the  immediate 
vicinity  of  the  river  ,  keeping  upon  the  elevated 
prairies  for  the  purpose  of  obtaining  a  more  di- 
rect and  better  line.    In  the  latitude  of  the  Grand 
FalU  lis  Hoe  is  seventy  miles  north  of  that  point, 


and  1300  f-.  el  above,  or  3600  higher  than  the  ocean. 
Thiselevation  is  gradually  increased  till  the  summit 
of  the  mountain  is  reached,  some  6000  feet  above  the 
sea.  The  formation  of  the  mountain  ridge  is  such 
as  to  allow  of  a  tunnel  of  about  two  miles  in 
length  by  which  the  elevation  of  the  road  bed 
will  be  reduced  to  5000  feet.  From  the  summit, 
the  descent  to  the  waters  of  the  Columbia  is  very 
gentle.  At  about  100  miles  from  the  summit,  the 
elevation  of  the  waters  of  the  river  arc  about  1000 
feet  higher  than  those  of  the  Missouri  at  a  corres- 
ponding distance;  showing  the  same  general  fact 
with  regard  to  the  elevation  of  the  country  ice$t 
of  the  Rocky  Mountains,  already  noticed.  By 
taking  the  Columbia  River  to  its  mouth,  a  favora- 
ble route,  according  to  Gov.  Stevens,  may  be  had, 
involving  easy  grades  and  no  icsurmountable 
obstacles. 

The  advantages  of  this  route,  and  in  which  it 
is  probably  superior  to  all  others,are  easier  grades, 
a  better  supply  of  wood  and  water,  a  country  up- 
on its  line,  the  agricultural  capacities  of  which 
are  equal  to  the  sustenance  of  a  population  suffi- 
cient for  the  maintenance  6f  the  road,  and  the 
ease  with  which  large  bodies  of  men  and  ma- 
terial can  be  thrown  upon  the  work. 

The  route  involves  much  less  rise  and  fall  than 
any  other.  Water  can  probably  be  found  in  suf- 
ficient abundance  upon  all  parts  of  its  line.  Upon 
the  eastern  division,  abundant  supplies  of  good 
timber  are  found  on  Lake  Superior,  the  Mississip- 
pi, and  the  Red  River  of  the  North.  From  the 
last  named  river  to  the  mouth  of  the  Yellow  Stone, 
timber  is  scantily  supplied,  and  will  have  to  be 
sought  for  off  the  main  line.  Ono  sburce  of  sup- 
ply will  be  Devils  Lake,  in  latitude  49,  longitude 
99.  The  James  and  Mouse  rivers  furnish  cotton 
xDood  ;  a  wood,  however,  poorly  adapted  for  me- 
chanical purposes.  On  reaching  the  mouth  of  the 
Yellow  Stone,  pine  and  red  cedar  can  be  obtained 
from  that  river.  An  abundance  of  good  timber 
is  found  iu  the  valley  of  Milk  river,  On  crossing 
the  mountains,  the  line  at  once  enters  a  wooded 
country,  which  continues  on  all  the  water  courses 
to  the  Pacific.  Throughout  the  whole  of  this  por- 
tion of  the  route,  the  ^forests  are  composed  entire- 
ly of  evergreens. 

Another  striking  advantage  which  this  route 
possesses  over  all  others,  are  the  greater  facilities 
it  presents  for  cheap  and  rapid  construction.  East 
of  the  Rocky  Mountains,  the  western  shore  of 
Lake  Superior,  the  Great  Bend,  and  the  Falls  of 
the  Missouri,  can  each  be  made  the  base  of  inde- 
pendent systems  of  operations.  From  the  two 
latter,  the  work  of  construction  can  be  pushed  in 
either  direction.  The  great  advantage  resulting 
from  the  accessibility  of  its  line,  will  be  better 
appreciated  when  we  remember  that  any  required 
force  of  men  and  provisions  can  be  thrown  upon  it 
by  means  of  steamboat  navigation,  which  reach- 
es within  about  seventy  miles  from  the  summit  of 
the  mountains,  upon  the  meridian  of  110.  To 
reach  a  corresponding  point  on  any  other  route, 
600  miles  at  least  of  desert  must  first  bo  crossed, 
over  which  the  only  mode  of  transportation  is  by 
the  ordinary  wagon  trains.  It  is.  this  fact  which 
constitutes  the  great  obstacle  to  the  construction 
of  all  but  the  northern  route.  The  operations  of 
a  railroad  company  are  like  those  of  an  army, 
the  cost  and  difficulty  of  the  maintenance  of 
which  increases  in  inverse  ratio  as  the  scene  of  its 


action  is  removed  from  its  base.  Upon  all  other 
routes  the  railroad  as  it  progresses,  must  consti- 
tute the  only  means  of  keeping  up  communication 
with  advanced  portions  of  its  line,  and  of  supply- 
ing to  it  all  the  materials  and  force  employed  in 
construction.  To  a  person  familiar  with  the  con- 
strnction  of  roads  of  inconsiderable  length,  the  in- 
creased delay  and  cost  arriving  from  the  causes 
named  will  be  readily  understood.  It  is  not  too 
much  to  say,  probably,  that  a  given  amount  of 
work  upon  any  route  proposed,  except  the 
Northern,  will  cost  thrice  as  much,  and  occupy 
thrice  the  time  that  would  be  required  for  an 
equal  amount  upon  any  road  east  of  the  Missis- 
sippi, 

Upon  crossing  the  mountains,  the  Columbia  will 
also  contribute  an  important  service  toward  the 
construction  of  the  road,  as  the  river  can  be  used 
as  a  meansof  supplying  material  and  labor.  Gove- 
nor  Stevens  estimates  that  there  are  only  500  miles 
upon  the  whole  of  this  route  which  cannot  be  made 
accessible  by  navigable  water  courses. 

The  objections  to  this  route  are,  its  extreme 
northern  latitude,  the  great  degree  of  cold  which  is 
known  to  prevail  during  the  winter  months,  and 
the  fact  that  it  does  not  look  to  San  Francisco  as 
its  Pacific  terminus.  These  are  serious  objections. 
There  appears,  however,  to  be  no  sufficient  cause 
for  the  apprehension  which  exists,  that  the  snows 
will  constitute  any  serious  obstacle  to  the  running 
of  the  trains.  It  seems  to  be  well  settled  that 
only  a  small  depth  of  snow  falls  upon  the  plains 
of  the  Upper  Missouri.  Horses  find  no  difficulty 
in  picking  up  a  comfortable  living  upon  them 
throughout  the  winter.  They  are  the  winter  and 
summer  range  of  countless  herds  of  Bnfialo.  Par- 
ties left  behind  by  Governor  Stevens  found  no  dif- 
ficulty in  crossing  the  mountains  several  times 
during  the  winter  with  horses.  As  soon  as  the 
mountains  are  crossed,  and  the  waters  of  the  Co- 
lumbia are  reached,  the  infinence  of  the  genial 
climate  of  the  Pacific  begins  to  be  felt.  >r 

At  the  present  time,  San  Francisco  is  the  appro- 
priate terminus  of  a  railroad  to  the  Pacific ;  but 
the  best  route  by  which  it  is  to  be  reached  remains 
to  be  shown.  There  is  no  evidence  that  the 
Northern  is  not  the  best  route,  even  for  San  Fran- 
cisco. This  important  city  is,  unfortunately,  the 
most  difficult  of  access  by  railroad  of  any  point 
on  the  Pacific  within  our  possessions.  There  is 
no  sufficient  evidence  to  show  that  it  can  be 
reached  at  all  with  any  amount  oX  money  that  can 
reasonably  oe  expected  to  be  obtained  for  such  a 
work. 

2d. — THE  SOCTH  PASS  RdiTre. 
The  next  route  in  order  is  the  "  South  Pass." 
This  route  is  now  not  generally  insisted  upon. 
The  leading  objections  to  it  are  the  exceeding 
sterility  of  the  country  traversed  by  it,  the  almost 
entire  absence  of  wood,  and  the  immense  eleva- 
tion q{  a  very  extensive  portion  of  it,  as  will  be 
seen  by  the  profile  before  us.  More  than  1000 
continuous  miles  of  it  are  elevated  4000  feet  and 
upward  above  the  sea.  The  South  Pass  summit 
is  7490.  The  Bear  Mountain  summit  1000  feet 
higher.  These  elevations,  in  the  latitude  in  which 
they  occur,  render  this  a  much  colder  route,  and 
one  more  liable  to  snows  than  the  Missouri. 
It  would  probably  be  impossible  to  keep  up  a 
communication  on  this  route  in  the  winter  season^ 
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a  fact  that  must  prove  fatal  to  its  claims,  which, 
I  believe,  have  ceased  to  be  pressed.  It  may  be 
proper  to  state,  that  this  is  the  route  so  loog  and 
pertinaciously  urged  by  Mr.  Whitney, 

3d. CENTRAL    ROUTE.  ; ' .' : . 

The  next  route  is  the  "  Central,"  or  what  is 
more  commonly  termed  Benton's  route.  If  the 
measurements  of  the  height  of  the  difforeut  passes 
upon  it  are  correct,  their  great  elevation  must 
constitute  a  fatal  objection  to  its  »idoption.  The 
course  of  the  rivers  indicate  that  this  route  crosses 
the  highest  table  of  the  plateau  already  described, 
it  being  the  source  of  the  Plate,  Arkansas,Del  Norte, 
and  Colorado  rivers,  all  running  in  different  direc- 
tions. The  indications  furnished  by  the  course  of 
the  streams  are  against  the  practicability  of  this 
route  ;  and  I  expect  to  see  them  confirmed  by  the 
results  of  examinations  and  surreys.  It  cannot 
be  that  the  lowed  summits  are  to  be  found,  where 
rivers  running  in  opposite  directions,  take  their 
rise.  ■  The  Coochalopee  Pass  cannot  be  far  from  the 
snow  line  at  any  portion  of  the  year,  and  the  glow- 
ing accounts  which  describe  this  valley  as  the 
'  favorite  resort  of  summer,  in  mid-winter,  must 
have  been  the  creation  of  a  poetic  fancy.  At 
11,000  feet  above  the  sea,  in  latitude  38,  winter 
holds  almost  undisputed  sway.  Heap  tells  us  in 
his  Journal,  that  the  mountains  near  the  head  of 
the  Del  N>rte  are  called  the  Wet  Mountains.  He 
says  that  rain  fell  every  day  in  the  valleys,  which 
was  snow  on  the  mountains,  while  he  was  in  this 
vicinity  about  the  middle  of  June.  These  facts 
attest  their  extreme  elevation,  and  show  that 
immense  masses  of  snow  must  accumulate  in  their 
gorges  in  the  winter  season,  without  a  doubt  ren- 
ering  them  impassdble.  It  should  be  borne  in 
mind,  also,  that  Capt.  Gunnison  makes  the  Sangre 
De  Chrislo  pass  8,800  feet  high,  a  fact  which  de- 
stroys all  probability  of  its  practicability  in  the 
winter. 

On  entering  the  great  desert  west  of  the  Rocky 
Mountains,  the  indications  furnished  by  the  course 
of  the  rivers  are  not  favorable  to  the  Central  route, 
As  yet,  however,  this  portion  of  it  is  a  terra  incog- 
nita, about  which  it  is  useless  to  speculate  until 
more  is  known.  It  is  proper  to  state,  however,  that 
the  claims  of  this  route  are  strongly  supported  by 
.  Mr.  Benton  and  Col.  Fremont,  than  whom  none 
should  bo  better  informed  in  reference  to  the 
{country  between  the  Mississippi  and  the  Pacific. 

4.th. ALBUQUERaUE    ROUTE.   ' 

The  next  route  in  order  is  the  Albuquerque 
route.  East  of  the  Del  Norte,  the  line  of  this 
route  will  probably  follow  the  valley  of  the  Cana- 
dian, which  pursues  a  favorable  direction,  with 
easy  grades.  After  crossing  the  Del  Norte,  the 
;   route  will  take  the  Valley  of  the  Zuni  to  the  Colo- 

;  rado,  which  it  will  probably  cross  near  latitude 
35.     From  thence  it  can  be  carried  either  to  San 

'1  Francisco  or  San  Diego,  as  the  facts  shall  justify. 
The  merits  of  this  route  are,  tho  central  position 
it  occupies,  its  directness,  and  favorable  alignment 
of  its  eastern  portion.  An  examination  of  a  map 
would,  wo  think,  indicate  this  to  be  the  most  favor- 
able of  all  the  southern  routes,  as  far  at  least  x" 
the  Del  Norte.  Beyond  that  point  we^do  not  yet 
possess  sufficient  information  to  speak  vrith  confi- 
dence. The  great  obstacles  in  the  way  of  the 
coQStructioo  of  it  are  the  lack  of  timber  and  water. 


It  would  probably  suffer  no  obstruction  on  account 
of  snows. 

5th.  THE  SOUTHERN  ROUTE. 

The  last  to  be  described  is  the  Southtrn  route. 
This  may  be  made  a  convenient  one  for  all  of  the 
lower  Mississippi  Country,  south  of,  and  including 
Memphis.  Assuming  Shreveport  in  latitude  32, 20 
as  a  point,  the  line  to  be  pursued  will  be  a  very  direct 
one  to  El  Paso  upon  tho  parallel  of  32.  From 
thence  it  will  be  continued  over  nearly  the  same 
parallel  to  the  Colorado,  near  the  mouth  of  the 
Gila,  and  thence  by  some  route  not  yet  defined  to 
San  Diego  or   San  Francisco. 

The  characteristics  of  this  route,  do  not  difler 
materially  from  the  one  last  described.  East  of 
the  Rio  Grande  its  construction  will  probably  be 
more  difficult.  About  150  miles  of  it  will  be  over 
the  Llano  Estacado  or  Slaked  Plain,  a  high  barren 
and  treeless  table,  lying  between  the  head  waters 
of  the  Colorado,  Brazos  and  Trinity  rivers  of  Tex- 
as, and  the  Pecos.  The  elevation  of  the  line  upon 
this  table  will  be  about  3,200  feet.  From  the  Pe 
cos  to  the  Rio  Grande,  a  distance  of  200  miles, 
an  equally  barren  and  more  elevated  region  is 
crossed.  The  summit  between  these  rivers  is  5000 
feet  high,  which  is  the  same  as  the  proposed  tun 
nel  in  the  Sorthern  route. 

After  leaving  the  Rio  Grande,  a  still  higher  sum- 
mit is  probably  attained.  The  general  surface  of 
the  country,  however,  is  favorable  to  the  San  Pe 
dro,  and  probably  to  tho  Gila.  At  about  the  par 
allel  of  32°,  30*  according  to  Bartlett,  "  thp 
Rocky  Mountains  suddenly  drop  off  about  eight 
miles  south  of  the  Copper  Mines  of  New  Mexico, 
(now  Fort  Webster,)  and,  with  the  exception  of  a 
few  spurs,  seem  to  disappear  entirely.  Here  wc 
emerge  inte  the  great  plateau  or  table  land,  which 
with  scarcely  an  interruption,  extends  more  than 
a  thousand  miles  to  the  south.  The  elevation  of 
this  plateau  varies  from  4000  to  6000  feet  above 
the  level  of  the  sea,  and  is  crossed  by  no  contin- 
ous  range  of  mountains  for  the  distance  stated. 
Short,  isolated,  mountains  and  hills,  alone  appear 
at  intervals,  and  these  are  sometimes  separated  by 
fifty  or  a  hundred  miles  of  plain. 

The  great  mountain  chain  which  so  abruptly 
terminates  near  the  Copper  Mines  as  stated,  again 
begins  to  appear  in  about  the  parallel  of  31°,  20', 
a  few  miles  north  of  the  Gaudalupe  Pass,  through 
which  runs  Colonel  Cook's  road.  The  range  is 
here  called  the  Sierra  Madrc,  and  forms  an  almost 
unbroken  chain  through  the  entire  length  of  Mex- 
ico. Within  fifty  miles  to  the  south  there  is  an 
other  pass  for  mules,  butrbcyond  this,  none  for 
more  than  500  miles.  -.  -^     . ;    ^ . 

The  Gila  is  closely  hemmed  in  by  elevated 
mountains  for  about  one-half  its  length ;  or  to  a 
point  about  50  miles  below  tho  mouth  of  the  San 
Pedro  river.  Some  of  these  mountains  extend  ten 
or  more  miles  into  the  plain,  so  that  it  is  an  abso 
lute  impossibility  to  construct  a  highway  near  that 
river. 

The  district  or  belts  of  country  which  lies  be- 
tween the  northern  spur  of  the  Sierra  Madre,  and 
the  southern  spurs  of  the  Rocky  Mountains,  may 
be  safely  set  down  at  from  80  to  100  miles  in 
width,  and  extend  entirely  across  the  continent 
from  the  Rio  Grande  to  the  coast  range  of  moun- 
tains on  the  Pacific.  In  it  arc  no  continuous  chains 
of  mountains,  such  as  will  present  an  impassable, 


or  even  a  serious  barrier  to  the  construction  of  a 
railway.  This  plain  is  crossed  at  intervals  of  from 
15  to  30  miles,  with  short  and  isolated  ridges  of 
mountains,  having  an  elevation  of  from  1000  to 
2000  feet  above  the  plain,  and  nmning  from  north- 
west to  south-east." 

The  absence  of  mountains  on  this  route  implies 
a  corresponding  absence  of  wood  and  water.  It 
isprobably  more  deficient  in  these  tbaneitber  of  the 
routes  before  described. 

The  teritory  upon  its  line  is  the  most  barren  of 
all.  Ofthedesent  portion  Mr.  Bartlett  states  that 
not  one-half  per  cent,  is  arable  land. 

Mr.  Albert  Pike,  of  Little  Rock,  Arkan&is,  in 
an  address  before  the  Southern  Convention  recen- 
tly held  at  Charleston,  speaking  from  his  personal 
observations  stated  that  the  desert  portion  of  this 
route  was  not  worth  a.  farthing  an  acre.  For  long 
distances  neither  stagnant  nor  running  water  is 
found,  and  trains  cannot  cross  that  portion  of  it 
between  the  Rio  Grande  and  the  Colorado  with- 
out sufll'riug  severe  privations. 

On  passing  the  Colorado  we  encounter  the  great 
California  desert  which  is  about  100  miles  in 
breadth  opposite  to  Fort  Yuma  and  increases  in 
width  to  the  North  This  desert  is  destitute  of 
wood,  grass  and  water.  Between  it  and  the  Col- 
orado is  a  belt  of  moving  sand,  which  will  proba- 
bly oppose  a  serious  obstacle  to  the  construction 
and  maintenance  of  a  railway.  The  great  Califor- 
nia desert  will  have  to  be  crossed  by  the  three  lower 
routes,  unless  a  pass  can  be  found  to  the  North  of 
Walkers  Pass,  which  docs  not  seem  probable.  It 
is  this  desert  which  is  one  of  the  most  serious 
obstacles  which  all  the  Southern  routes  will  have 
to  encounter. 

After  the  desert  is  crossed  we  come  to  the 
Southern  prolongatioa  of  the  Sierra  Nevada 
Range,  which  constitutes  another  great  obstacle  to 
the  Southern  routes. 

No  practicable  pass  through  them  into  the  San 
Joaquin  Valley  has  yet  been  found.  They  rise  ab- 
ruptly from  the  plains  on  either  side  not  much 
elevated  above  the  sea,  to  the  height  of  over  3,500  to 
5,000  feet,  and  involve  grades  altogether  too  steep 
for  the  oijeration  of  a  railrotid.  Examinations 
still  in  progress,  may  discover  more  favorable 
passes,  or  show  that  the  mountains  can  be  tunnel- 
led at  a  reasonable  expense.  By  crossing  directly 
to  San  Diego  the  summit  would  not  be  over  3,000 
feet.  It  is  problematical  whether  the  proposed 
road  can  be  carried  to  San  Francisco  at  reasona- 
ble expense  West  of  the  Coast  range. 

I  have  thus  given  a  few  of  the  leading  features 
of  the  country  to  be  traversed  by  tho  routes  of  the 
proposed  road.  I  have  also,  for  a  better  under- 
standing of  the  subject,  contrasted  some  of  the  pe- 
culiarities of  the  Western  portion  of  our  Continent 
with  the  Eastern.  I  am  aware  that  this  paper  is 
a  most  meagre  and  unsatisfactory  statement  of  its 
subject,  partly  because  we  have  so  little  accurate 
information,  and  from  the  fact  that  a  work  treat- 
ing in  a  proper  manner  all  the  problems  involved 
in  the  construction  of  a  railroad,  and  in  elucida- 
ting the  peculiarities  of  the  country  upon  its 
route,  would  be  the  labor  of  a  life,  and  constitute 
of  itself  a  good  sized  library.  My  object  has  been 
to  indicate  some  of  the  leading  conditions  under 
which  a  road  \i\>oa  any  route  will  have  to  be  built. 
When  these  are  thoroughly  appreciated ,  we  shall 
then  go    the  right  way  to  work.     Having  taken 
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the  right  direction,  every  step  will  carry  us  for- 
ward. Thus  far  we  have  been  moving  without 
compass  or  chart,  a  sport  of  every  wind  that 
blows. 

I  see  no  way  in  which  either  of  the  proposed 
roads  can  be  built,  without  the  efficient  support 
of  Government.  Previous  to  a  careful  examina- 
tion of  the  subject,  I  had  supposed  that  the 
construction  of  one  route,  at  least,  could  be  secu- 
red by  liberal  grants  of  lands,  and  by  contracts 
tiT  mail  service.  I  am  now  satisfied  that,  unless 
the  general  government  will  furnish  a  considerable 
.portion  of  the  cost,  say  S50,000  per  mile,  and 
upon  favorable  terms,  the  construction  of  a  road 
upon  any  of  the  routes  is  out  of  the  question. — 
The  value  of  all  the  lands  to  be  given  by  Mr. 
Gwinn's  Bill  would  hardly  equal  the  expenses  of  a 
preliminary  survey.     By  Mr.  McDougal's  House 

-  Bill,  the  Not  them  route  would  secure  a  valuable 
-'  grant,  by  means  of  which  600  miles  of  railroad 

probably  could  be  built.  Upon  none  of  the  other 
routes  would  a  grant  of  lands  be  of  any  consider- 
able value.  I  should  be  very  sorry  to  have 
Government  undertake  its  construction  or  man- 
agement. Perhaps  our  people  would  be  better  oflf 
without  the  road.  I  believe  there  is  no  neces- 
sity for  this.  Let  government  advance  an  amount 
equal  to  §50,000  per  mile,  at  an  interest  of  4)^ 
per  cent.,  and  I  believe  private  enterprise  would 
advance  the  balance  required,  and  guarantee  the 
former  from  loss,  and  from  the  necessity  of  exer- 

-  cising  any  interference  in  the  matter.     I  bel»eve 
-  the  government  should  not  assume  to  designate 

the  route  to  be  adopted ;  but  should  leave  this, 
and  all  other  questions  involved  in  the  construc- 
tion entirely  to  private  sagacity  and  private  enter- 
prise. If,  with  the  proposed  amount  of  govern- 
ment aid,  tv;o  roads  can  be  built,  let  us  have  two 
routes,  a  Northern  and  Southern  one. 

If  private  enterprise  will  take  up  only  one  route, 
this  fact  should  be  viewed  as  conclusive  evidence 
against  the  claims  of  all  others.  In  this  way  can 
government  shield  itself  from  the  charge  of  par- 
tiality, and  avoid  all  entanglement  with  a  work 
which  it  is  neither  competent  to  construct  or  man- 
age. 

A  road  upon  some  of  the  routes  must  be  built. 
The  wants  of  commerce,  the  genius  of  the  age  and 
of  our  own  people  demand  such  a  work.  One 
road  would  doubtless  prove  a  fair  investment. — 
One  commercial  avenue  between  two  great  oceans 
and  between  the  lands  which  the&e  oceans  sur- 
round, must  pay.  As  members  of  the  American 
(Jeographical  Society,  or  of  a  still  broader  com- 
munity, let  us  do  what  lies  in  our  power  to  aid  a 
work  which  shall  constitute  a  proudwr  monument 
of  the  progress  of  oUr  people  in  the  arts  of  Peace, 
than  nations  of  the  Old  World  have  erected  in 
commemoration  of  some  great  achievement  in  the 
arts  of  Destruction. 


Baltimore,  May  20th,  1854.      I  machinists  and  engineers  connected  with    the  bu- 

To  THE  Editor  op  the  Railroad  Journal.  siness,  would  have  been  answered,  promptly  by  a 

Dear  Sir  : — In  your  Journal  of  6th   May,  you  suggestion  of  a  change  in  the  form  of  the  car.  The 

give  a  report  of  the  case  of  Winans  and  Denmeads  merits  ot  the  plainlift',  seems  to  consist  in  the  per- 


decided  in  the  Supreme  Court  of  the  United  States 
at  its  present  term.  Your  readers  ought  to  know 
that  four  of  the  Judges  dissented  from  that  decis-^ 
sion  which  was  carried  by  a  majority  of  one. 
The  dissenting  Judges  were  the  Chief  Justice  and 
Judges  Capron,  Daniel  and  Campbell.  The  opinion 
of  the  dissenting  Judges  was  delivered  by  Judga 
Campbell.  I  herewith  send  it  for  publication 
that  your  report  may  be  complete.  You  will  see 
from  the  whole  case  that  the  Supreme  Court  does 
not  decide  that  Denmead's  car  is  an  infringement 
of  Winans'  patent,  but  only  that  the  question  is 
one  to  be  decided  by  a  Jury.  In  coming  to  that 
decision  the  Jury  will  no  doubt  be  strongly  influ- 
enced by  the  fact  that  four  of  the  Judges  of  the 
Supreme  Court,  have  decided  it  to  be  no  infringe- 
ment, and  that  not  one  of  them  has  said  it  is  an 
infringement. 

Si'PREME  Court  of  the  United  States. 

December  Term  1853. 
Ross  Winans,  ^  In  Error  to  the  Cir- 

Plainttflf  in  Error,  cuit  Court  of  the 

Vs.  \  United  SUtes  for 

Adam,  William  and  the  District  of 

Talbott  Denmead,         J  Maryland. 
Mr.  Justice  Campbell. 
I  dissent  from  the  opinion  of  the  Court   in  this 
case. 

The  Plaintiff  claims  to  have  designed  and  con- 
structed a  car  for  the  transportation  of  coal  on 
railroads  which  shall  carry  the  heaviest  load,  in 
proportion  to  its  own  weight. 

This  design  consists,  in  the  adaptation  of  the 
"  conical  form"  "for  the  body  of  the  car,"  where- 
by the  weight  of  the  load  presses  equally  in  all  di- 


fection  of  his  design,  and   his  clear  statement  of 
the  scientific  principle  it  contains. 

There  arises  in  my  mind  a  strong,  if  not  insu- 
perable objection  to  the  admission  of  the  claim, 
in  the  patent  for  "the  conical  form,"  or  "the  form 
of  the  frustrum  of  a  cote"  as  an  invention. — 

Or  that  any  machinist  or  engineer  can  appropri- 
ate by  j^atent  a  form,  the  properties  of  which  are  uni- 
versally understood, and  which  is  in  very  common 
use,  in  consequence  of  those  properties,  for  pur- 
poses strictly  analogous.  The  authority  of  adjudged 
cases  seems  to  mn  strangely  opposed  to  the  claim. 
Hotchkiss  vs.  Greenwood  ,11  How,  249 — Lash  vs. 
Hague — Web.  pat.  cas.  207.  Winans  vs.  Prov.  R. 
R.  Co.  2  Story,  412.— 2  Stopt,'190.  2  Car.  &  Kir. 
1022.— 3  W.  H.  &  Gord,  427. 

Conceding,  however,  that  the  iovention  was 
patentable,  and  this  seenis  to  have  been  conced- 
ed in  the  Circuit  Court,  the  enquiry  is  what  is  the 
extent  of  the  claim  1 

The  plaintiff  professes  to  have  made  an  improve- 
ment in  the  form  of  a  vehicle,  which  has  been  a 
long  time  in  use  and  exists  in  a  variety  of  forms.; 
He  professes  to  have  discovered  the  precise 
form,  most  fitted  for  the  objects  in  view.  He  de- 
scribes this  form,  as  the  matter  of  his  invention, 
and  the  principle  he  developes  applies  to  no  other 
form. 

For  this  he  claims  his  patent. 
We  are  authorized  to  conclude  that  his  precise 
and  definite  specification  and  claim  were  designed 
to  ascertain  exactly  the  limits  of  his  invention. 
Davis  vs.  Palmer,  2  Brock  298 : 
The  car  of  the  defendants  is   of  an  octagonal 


rectlons,"  does  not  "tend  to  change  the  form  ofi  form,  with  an  octagonal  pyramidical  base.  There 
the  car,"  permits  it  "to  extend  down  within  the  was  no  contradiction  in  the  evidence  given  at  the 
truck,"  lowering,  "the  centre  of  gravity  of  the  load,  trial.  >"  reference  to  its  description,  nor  as  to   the 


Indlanapolla  anil  EvansvlIIe  Kailroad. 

We  are  informed  that  the  Board,  at  their  late 
session,  contracted  with  Willard  Carpenter  and 
Company,  to  construct  the  Straight  Line  Railroad 
from  Evansville  to  Indianapolis,  in  continuous 
sections  by  the  first  of  December  1854. 

Messrs.  Carpenter  and  Love,  resigned  their  offi- 
ces as  Directors,  and  John  Law  of  Evansville,  and 
Wm.  F.  Weld  of  Boston,  were  appointed  to  fill  the 
vacancies.  Henry  D.  AUis,  of  Evansville,  was  ap- 
pointed Vice  President,  to  fill  the  vacancy  in  that 
office.  The  work,  we  lear  ,  will  progress  with  in- 
creased energy. — Evansvi.iC  Journal. 


and  by  its  reduced  size  at  the  bottom,  adding  to 
its  strength  and  durability.  He  claims  as  his  in- 
vention, and  it  is  the  whole  of  the  change  he  has 
made  in  the  manufacture  of  cars ;  the  making  of 
the  body  of  the  car  in  the  form  of  the  frustrum 
of  a  cone." 

It  is  agreed  that  in  a  circle  containing  a  greater 
a.ea  than  any  figure  of  the  same  perimeter  ;  that 
the  conical  form  is  best  suited  to  resist  pressure 
from  within,  and  that  the  reduced  size  at  the  bot- 
tom of  the  car  is  favorable  to  its  strength. 

The  introduction  of  the  cars  of  the  plaintifi*, 
upon  the  railroad  for  the  transportation  of  coal, 
was  attended  by  a  great  increase  of  the  loads  in 
proportion  to  the  weight  of  the  car.  The  merits 
of  the  design  are  frankly  conceded — Nevertheless 
it  is  notorious  that  there  does  not  exist  a  very 
great  variety  of  vessels  in  common  domestic  use, 
"of  a  conical  form,"  or,  "of  the  form  of  the  frus- 
trum of  a  cone,"  for  the  reception  and  transporta- 
tion of  articles  of  prime  necessity  and  constant 
demand,  such  as  water,  coal,  food,  clothing, 
&c.,  &c. 

It  is  also  true  that  the  properties  of  the  circle, 
and  of  circular  forms  alluded  to  in  the  patent  of 
the  plaintiflT,  are  understood  and  appreciated,  and 
have  been  applied  in  every  department  of  mechan- 
ic art. — One  cannot  doubt  that  a  requisition  from 
the  transportation  companies  for  cars  of  a  dimin- 
ished weight,  and  an  increased  capacity,  upon  the 


substantial  effects  of  its  use  and  operation.  In 
the  size,  thickness  of  the  metal  employed  in  its 
construction,  weight,  and  substantial  and  profita- 
ble results,  the  one  car  does  not  materially  vary 
from  the  other. — The  difference  consists  in  the 
form,  and  in  that,  it  is  visible  and  palpable. 

The  Circuit  Court,  acting  upon  these  facts  of 
whic'i  there  was  no  dispute,  instructed  the  jury 
that  an  infringement,  of  the  plaintifis  patent  had 
not  taken  place.  I  do  not  find  the  question  before 
the  Court  a  compound  question  of  law  and  fact. 

The  facts  were  all  ascertained  and  upon  no  con- 
struction of  those  facts  was  the  plaintiff,  in  my 
opinion  entitled  to  a  judgement. 

In  theory  the  plaintiffs  car  is  superior  to  all 
others — his  car  displays  the  qualities  which  his 
specification  distinguished.  ■'  '  ■ 

The  equal  pressure  of  the  load  In  all  directions 
—the  tendency  to  presrve  the  form  notwithstand- 
ing the  pressure  of  the  load ;  the  absence  of  the 
cross  strain ;  the  lowering  of  the  centre  of  gravity 
of  the  load  ;  arc  advantages  which  it  possesses  in 
a  superior  degree  to  that  of  the  defendants. 

Yet  the  experts  say,  that  there  is  no  appreciable 
difference  in  substantial  results  afforded  by  the 
two. 

The  cause  for  this  must  be  looked  for  in  a 
source  extrinsic  to  the  mere  form  of  the  vehicles, 
nor  is  it  difficult  to  detect  the  cause  for  this  iden- 
tity in  the  results  in  such  a  source. 


f  :• 


:<•■■<-  ■■;..  -  .  ■ 


AMERICAN    RAILROAD    JOURNAL. 


343 


The  coarse  heavy  cumbrous  operations  of  coal 
transportation  do  not  admit  of  the  manufacture  of 
cars  upon  nice  mathematical  formulae,  nor  can 
the  loads  be  adjusted  with  much  reference  to  ex- 
actness. ■  -Ml'      :     ^ 

There  is  a  liability  to  violent  percussions  and 
extraordinary  strains,  which  must  be  provided  for 
by  an  excess  in  the  weight  and  thickness  of  the 
material  used  then,  imless  the  difference  in  the 
weight  of  coal  is  great,  there  will  be  no  correspon- 
dent difference  in  the  receipts  of  the  transporta- 
tion companies. 

The  patentee  not  exaggerating  the  theoretical 
gnperiority  of  the  form  of  the  car,  overlooked 
those  facts,  which  reduced  its  practical  value  to 
the  level  of  cars  of  a  form  widely  variant  from  his 
own.  The  object  of  this  suit  is  to  repair  that  de- 
fect of  observatiom. 

It  is,  that  this  court  shall  extend  by  construc- 
tion, the  scope  and  operation  of  his  patent  to  em- 
brace every  form  which  in  practice  will  yield  a  re- 
sult substartially  equal  or  approximate  to  his 
own. 

In  the  instruction  asked  for  by  the  plaintiff, 
"  form  and  circumstances"  are  treated  as  more  or 
less  immaterial,  but  the  verdict  is  claimed,  if  the 
defendants  have  constructed  cars  "  which  substan- 
tially on  the  same  principle  and  in  the  same  mode 
of  operation  accomplished  the  same  result." 

The  principle  stated  in  the  patent  applies  only 
to  circular  forms : 

The  modes  of  operation  in  coal  transportation 
have  experienced  no  change  for  the  skill  of  the 
plaietiff,  except  by  the  change  frova.  Ihe  rectili- 
neal figure  to  the  circular.  The  defendant  adheres  to 
the  rectilineal  form.  The  result  accomplished  by 
the  use  of  the  two  cars  is  the  same — A  more 
economical  transportation  of  coal.  This  result  it 
is  that  the  plaintiff  desires  to  appropriate,  but  this 
cannot  be  permitted. 

Curtis  on  patents.  ^4.-26.-27.-86.-87.-88. 

2  Story,  408.-411.— 

In  the  case  of  Aikin  vs.  Bemis,  3  Wood,  and  M. 
349.  the  learned  Judge  said  "when  a  patentee 
chooses  to  cover  with  his  patent,  the  material  of 
which  a  part  of  his  machine  is  composed,  he  en- 
tirely endangers  his  right  to  prosecute  when  a 
different  and  inferior  material  is  employed  and 
one  which  he  himself  after  repeated  experiment, 
had  rejected."  •..■^'^v-.In 

The  plaintiff  confines  his  claim  to  the  use  of  the 
conical  form,  and  excludes  fVom  his  specification 
any  allusion  to  any  other.  He  miut  have  done  so 
advisedly. 

He  might  have  been  unwilliog  to  expose  the 
validity  of  his  patent,  by  the  assertion  of  a  right 
to  any  other. 

Can  he  abandon  the  ground  of  his  patents,  and 
ask  now  for  the  exclusive  use  of  all  cars  which  by 
experiment,  shall  be  found,  to  yield  the  advanta- 
ges which  he  anticipated  from  conical  cars  only  1 

The  claim  of  to  day  is,  that  an  octagonal  car  is 
an  infringement  of  this  patent.  Will  this  be  the 
limit  to  that  claim  1 

Who  can  tell  the  bounds  within  which  the  me- 
chanical industry  of  the  country  may  freely  ex- 
ert itself? 

What  restraints  does  this  patent  impose  in  this 
branch  of  mechanic  arts  1 

To  escape  the  incessant  and  intense  competition 
which  exists  in  every  department  of  industry,  it  is 


not  strange  that  persons  should  seek  the  cover  of 
the  patent  act,  for  any  happy  effort  of  contri- 
vance or  construction — nor  that  patents  should  be 
very  frequently  employed,  to  obstruct  invention 
and  to  deter  from  legitimate  operations  of  skill 
and  ingenuity. 

This  danger  was  foreseen  and  provided  for  in 
the  patent  act.  The  patentee,  is  obliged  by  law, 
to  describe  his  invention  in  such  full  clear  and  ex- 
act terms,  that  from  the  description  the  invention 
may  be  constructed  and  used. 

Its  principle  and  modes  of  operation  must  be 
explained ;  and  the  inventor  shall  particularly 
"  specify  and  point"  out  what  he  claims  as  his  in- 
vention. 

Fullness,  clearness,  exactness,  plainness,  and 
particularity,  in  the  description  of  the  invention, 
its  principle  and  of  the  matter  claimed  to  be  in- 
vented, will  alone  fulfill  the  demands  of  Congress 
or  the  wants  of  the  Country. 

Nothing  in  the  administration  of  this  law  will 
be  more  mischievous,  more  productive  of  oppres- 
sive and  costly  litigation,  of  exorbitant  and  unjust 
pretensions  and  vexatious  demands,  more  injuri- 
ous to  labor  than  a  relaxation  of  these  wise  and 
salutary  requisitions  of  the  act  of  Congress. 

In  my  judgement  the  principles  of  legal  inter- 
pretations, as  well  as  the  public  interest  require 
that  this  language  of  this  statute  shall  have  its 
full  significance  and  import. 

In  this  case  the  language  of  the  patent  is  full, 
clear  and  exact. 

The  claim  is  particular  and  specific.    ; 

Neither  the  specification  nor  the  claim  in  my 
opinion,  embrace  the  workmanship  of  the  defen- 
dants. 

I  therefore  respectfully  dissent  from  the  judge- 
ment of  the  Court  which  implies  the  contrary. 


per  bushel  more  lor  having  cargoes  delivered  on 
the  East  than  on  the  West  side,  and  large  sams 
are  paid  for  demurrage. 

The  Board  of   Trade  have,  in  consequence, 
adopted  the  following  resolution,  and  appointed  «  , 
committee  of  five  to  confer  with  the  oflicers  of  the  ■ 
road  upon  the  subject. 

Resolved,  That  in  the  opinion  of  the  Board  of 
Trade,  the  delays  and  hindrances  to  which  we,  in 
common  with  our  merchants  generally,  arc  sub- 
jected, are  of  a  character  that  call  for  and  demand 
the  application  of  prompt  redress  on  the  part  of 
the  Western  Railroad  Company ;  that  we  regard 
them  as  arising  mainly,  if  not  entirely,  from  the 
want  of  a  full  complement  of  freight  cars  and 
other  rolling  stock  necessary  to  the  prompt  dis- 
patch of  freight  and  produce ;  and  while  we  would 
not  desire  to  censure  the  oflicers  and  directors  of  ■ 
the  company,  we  regard  the  hiudrancvs  and  de- 
lays in  the  transhipment  and  delivery  of  produce 
and  merchandi^  as  entirely  within  their  control, 
and  an  evil  wfcich  can  be  fully  remedied  by  the 
application  of  the  proper  corrective,  viz  ;  the  fur- 
nishing of  additional  facilities  for  the  transporta- 
tion of  property. 

There  is  nothing  in  the  route  or  capacity  of  the 
Western  road,  nor  in  the  commercial  wants  of 
Boston,  to  prevent  the  transportation  of  half  a 
million  tons  of  freight  yearly  between  Albany  and 
Boston,  provided  the  railroad  can  be  properly 
equipped  to  do  the  business  on  proper  terms.  The 
present  through  business  of  the  Western  road  is 
but  about  one-tcvlh  of  this  amount.       .,.. 


Adaptation  of  Pow^er  on  the  Western  Rail- 
road« 

A  legitimate  consequence  of  the  incapacity  of 
the  motive  power  of  the  Western  road  of  Massa- 
chusetts, is  the  report  and  resolution  ef  a  com 
mittee  of  the  Board  of  Trade  of  Albany,  setting 
forth  the  delays  in  landing  and  loading  freight 
Arom  the  boats  to  the  cars  of  the  company  at  East 
Albany.  The  circumstance  does  not  proceed  from 
the  eminently  great  business  of  the  road  as  com 
pared  with  that  of  other  lines,  although  it  is  prob- 
ably brisk ;  but  from  the  fact  that  no  additions 
have  been  made  to  the  stock  of  freight  engines 
for  several  years,  and  that  those  in  use  cannot 
take,  singly,  but  tkirUen  cars  of  produce  between 
Albany  and  Pittsfield,  nine  between  Pittsfleld  and 
Springfield,  and  thirteen  between  Springfield  and 
Worcester. 

Compare  such  trains  with  those  taken  over  the 
same  grades  on  the  Baltimore  and  Ohio  road. 

Western.  Bait.  &,  Ohio. 
Ordinary  load,  46  ft.  grade  13  cars.  30  cars. 

Ultimate    "       "         "         ..     "  46    " 

Ordinary    "      83        "  9    "  ,    U    ** 

Ultimate    "      "         "  ..^-jf-. 

The  difiSculties  which  attend  the  shipment  of 
freight,  by  the  principal  avenue  between  Bostoh 
and  the  West,  have  become  such  as  to  call  for  a 
public  expression  of  the  feeling  of  those  engaged 
in  that  business.  Boats,  loaded  with  grain,  have 
been  delayed  four,  five,  or  more  days,  awaiting  a 
transhipment  of  their  cargo  to  the  railroad  cars. 
Purchasers  have  been  compelled  to  pay  one  eent 


The  Sault  Ste.  Marie  Canal. 

Mr.  Harvey  of  the  Sault  Canal,   Mr.   Bigeloir  ■' 
Mr.  Whitney,  and  other  gentlemen  who  have  pasa-, 
ed  the  winter  at  Sault  Ste.  Marie,  came  down  yes- 
terday on  the  Steamer    Nortkernrr.     They   report 
all  clear  of  ice,  and  that  the  steamer  GartUn  City 
arrived  at  the  Sault  on  Monday  morning. 

With  regard  to  the  progress  of  the  Sault  Canal 
in  which  the  people  of  the  lower  Peninsula,  and 
all  others  interested  at  Lake  Superior,  feel  a  deep 
concern,  they  report  that  probably  eight-tenths  of 
the  earth  and  rock  excavation  have  been  finished. 
The  length  of  the  excavation  from  the  head  to  the 
foot  of  the  portage  is  4,360  feet.  The  width  of 
the  excavation  at  the  bottom  is  64  feet,  and  at  the 
top  100  feet.  The  sides  of  the  canal  are  to  be 
lined  with  stone  for  the  whole  distar.ce,  to  prevent 
washing,  and  there  are  to  be  two  locks,  350  feet  ia 
length,  with  foundation  walls  10  feet  in  thickness,' 
and  they  are  to  be  strengthened  by  stone  battle- 
ments on  the  outside,  12  feet  apart.  Thesejocks 
will  contain  15,000  cubic  yards  of  stone  masonry; 
A  large  portion  of  the  timber  is  nearly  out.  The 
work  dnring  the  winter  has  been  done  at  great 
disadvantage,  owing  to  tho  inclemency  of  the 
weather  and  to  the  depth  of  the  snow,  and  the 
making  of  the  ice  during  the  night  from  water 
oozing  out  of  the  rocks.  We  learn  that  the  finan- 
cial arrangements  of  the  company  have  not  been 
very  well  digested,  and  that  they  have  been  com- 
pelled, in  addition  to  the  circulation  of  their  own 
evidence  of  debt,  to  borrow  of  citizens  at  the 
Sault  some  S10,(X)0.  This  perhaps  is  not  very 
surprising,  although  it  might  have  been  avoided. 

There  is  a  strong  prospect,  as  we  learn,  that  tho 
Canal  will  be  finished  within  the  stipulated  time, 
and  if  such  an  event  be  within  the  bounds  of  pos- 
sibility, it  will  be  done ;  but  should  it  not  be  done, 
there  is  little  doubt  that  the  next  Legislature  will 
grant  the  necessary  extension,  upon  a  proper 
showing,  that  it  was  physically  impossible  to  com- 
plete it  within  that  period.  Wo  do  not  pretend  to 
say  that  it  is  so,  nor  have  we  been  so  informed, 
but  such  immense  jobs  of  work  generally  occupy 
longer  time  than  is  anticipated. 

SuflBcient  stone  for  one  of  the  locks  has  already 
been  got  out  of  Maiden,  and  some  considerable 
progress  has  been  ra.ile  at  Sandusky  in  getting 
out  the  balance  of  lock  stcne.  There  are  now 
about  five  hundred  hands  employed  upon  the 
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work,  and  we  understand  they  are  contented,  and 
will  probably  for  the  most  part,  remain  during  the 
season. 

The  plank  road,  and  the  railroad  across  the 
Portage,  were  both  put  in  order,  bridged  and  re- 
laid,  and  were  ready  for  use  by  the  first  of  May. 
— Detroit  Inquirer.     '      • ':    •...'•,  v':-.  ^;.'.   r..;'  , 


Ameriean   Railroad  Journal. 


Satarday,  Jnne  3|  1854« 


"  A  large  amount  of  matter  designed  for  this 
week's  paper  is  necessarily  left  out,  to  make  room 
for  the  paper  on  the  Pacific  Railroad.  We  hope 
to  have  a  more  interesting  variety  in  our  next. 


stock  and  Money  Rlaiket. 

Without  much  improvement  in  quotations,  we 
think  the  stock  market  is  gradually  becoming 
strongar.  As  money  becomes  more  abundant,  at- 
tention will  again  be  turned  to  railroad  securities 
for  investment.  The  present  low  prices  are  quite 
independent  of  tho  mere  question  of  value ;  and 
as  soon  as  the  causes  which  produced  Ibera  are 
removed,  they  will  regain  their  usual  figures.  A 
great  deal  has  already  been  done  toward  accom- 
modating ourselves  to  the  present  condition  of  the 
money  market,  and  the  diminished  expenditures 
upon  new  works  must  soon  be  felt. 

The  foreign  demand  for  bonds  has  not  yet  been 
renewed.  There  is,  however,  some  domestic  de- 
mand. The  generally  healthy  state  of  our  great 
interests  must  leave  a  large  amount  of  surplus 
capital  for  investment  in  our  public  work.s. 
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Ohio  and  SlUsissippl  Railroad. 

The  Tribwne  fears  that  the  report  that  this 
company  has  sold  $1,500,000  of  its  second  mort- 
gage bonds,  is  not  entirely  correct.  It  states, 
however,  that  enough  have  been  sold  to  carry  the 
road  87  miles,  to  the  Jeffcrsonville  road  ;  and  that 
when  this  point  is  reached,  the  road  will  "  then 
earn  the  interest  on  the  entire  amount  expended 
on  the  work." 

Some  months  since  tho  Tribune  stated  that 
$9,000,000  had  then  been  expended.  Adding 
$600,000  for  subsequent  expenditures,  and  the 
road  up  to  this  point  must  earn  over  $1,300,000, 
to  pay  the  interest  on  the  above  sum  ! 

This  portion  of  the  road  will  earn,  for  the  first 
year,  a  sum  not  exceeding  S360,000 — probably  a 
much  less  sum.  Yet  the  Tribune  continues  to 
put  forth  such  glaring  falsehoods  as  tho  above, 
selling  itself  for  the  purpose  of  being  used  to  im- 
pose upon  the  public.  If  the  company  is  respon 
Bible  for  the  statements  in  reference  to  its  affairs 
which  appear  in  the  Tribune,  it  is  not  entitled  to 
credit.    If  not,  its  duty  is  to  disclaim  tl^m. 

Terre-Hamte  and  Alton  Rnilroart. 

The  AUoTk  Telegraph  learns  that  tho  work  upon 
the  Chicago  and  Mississippi  Raihoad  is  progres- 
sing toward  completion  with  all  possible  dispatch. 
The  rails  will  be  laid  as  far  as  Lexington,  a  point 
eighteen  miles  beyond  Bloomington,  on  Monday. 
A  large  force  is  also  at  work  upon  the  Chicago 
end,  together  laying  nearly  one  mile  of  tract  per 
day  ;  and  it  is  confidently  belisved  that  the  entire 
line  will  be  opened  thence  to  Joliet  by  the  1st  of 
July.  There  remains  but  ;ibout  thirty-five  miles 
to  bo  laid  down  to  complete  the  gap,  when  a  great 
saving  of  time  will  be  made,  and  much  inconveni- 
ence  from  the  changing  of  cars  avoided. 


Atlantic  and  St.  Lawrence.  ..Maine 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cuml)erland, " 

Boston,  Concord  and  Montreal.  N.  U. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord ....  " 

Sullivan " 

Connecticut  and  Passimipsic . .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taimton.  . .  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City..  N.  Y. 

Buffalo,  Coming  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigna  and  Elmira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River '* 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga ....  " 

Rutland  and  Washington " 

Saratoga  and  Wa.shington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Ess^c " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn, 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading. ...  " 

Philjul.,  Wilmington  and  Bait.  " 
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66 
72 
61 
20 
93 
86 
64 
82 
24 
15 
47 
26 
61 

120 

117 
47 
61 
24 
28 
83 
66 
69 
29 
62 
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42 
67 
20 
74 
46 
11 
77 
46 

165 
60 
40 
45 
72 

110 
50 
66 
61 
6: 
65 
54 
91 

132 
69 
50 

47 
36 

464 

144 

130 

96 
504 

118 

35 

23 

25 

60 

41 

32 

39 

96 

66 

45 

31 

63 

56 

20 

36 

96 

98 


<a 


1,538,100  2,973,700 
824,863'  1,043,640 


1,073,673| 
1,365,6001 

286,747 
1,649,278 
1,485,000! 
2,078,626! 
3,016,6341 
717,643, 
600,0001 


1,439,694 
123,884 
341,100 
622,200 
none. 
720.900 


9  a 


O  9 
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none. 


1,097,600  560,000 
2,486,000;  2,429,100 
8,500,000^  3,600,000 

1,500,000' , 

392,0001  700,000 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,950 
1,591,110 
2,860,000; 
1,050,000 
3,640,000 

500,000 
1,159,228 
1,964,070 

250,000 
2,233,989 
1,140,000 


206,190 
160,000 
402,326 
690,641 
180,000 
286,368 

1,192,975 
6,208 
191,500 
none. 
953,370 
295,038 
none. 

1,139,615 
194,445 


5,973,700 
2,030,140 
2,620,981 
1,459,384 
713.605 
2,540,217 
1,485,000 
3,002,094 


651,214 
1,400,000 

673,500 

1,745,616 

5,577,467 

12,000,000 

1,500,000 


6,150,000|  5,319,620 
467,700 


1,457,500 

922,500 
2,350,000 


668,861 
3,000,000 

926,000 

750,500 
2,121,110 

900,000 


879,636 


425,509 

687,000 

10,000,000 

3,740,615 

4,725,250 

1,876,148 


300,000 
600,000 
800,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,550,000 


872,000 


2,044,636 
4,111,315 
3,679,041 
4,850,764 

633.906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

629,964 
2,221,068 
2,293,534 

307,136 
3,207,818 
1.342,593 
9;953,268 

'i,791,999 
1,400,000 
3,150,000 
2,600,000 
In  progres 
1,511,111 
4,978,487 
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264,743 
177,003 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 
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132,645 


495,397 


Leased  to 
Recently 


1,380,610 

2,696,488 

2,550,600 

In  progres 

1,921,270 

In  progres 

682,4001   987,627 

400,0001  1,070,786 

24,003,866  33,070,863 

7,046,396!  10,527,654 

977,463  6,102,935 

516,2461  2,446,391 


23,085,600|10,773,828:33,859,423 


434,599 
803,024 
509,326 
887,219 
68,942 
258,220 
620,810 
294,183 
626,659 
188,442 
90,316 
374,897 
159,738 
244.323 
182,398 
1,526,224 
240,572 
291,417 


639,529 
829,041 
69,629 
114,410 
806,713 


113,620  none 
80,063  none 

100,552,  none 

6 

11,266  none 
79,669'none 

141,836:  8 
65,266t 

163,0761 


5 
6 
6 
8 

none 

none 

|none 

266,539  none 


61,51^ 


the  Vt.  C  ent. 
opened,  pone 

{none 

114.098,  0 

418,368 

226,639 

413,289 
26,412 

102,098 

810,875 

126,589 

214,633 
46,839 
35,214  none 

122,866none 
21,4901  8 
13,144  none 
81,807  6 

746,736 

110,892 

120,892 


8 

6i 

7 

6 

4 

6 

8 

6 


294,209 
168,902 


428,173 


Recently  ;oi)oncd. 


267,561 
Recently 


Recently 


76,760 
74,241 


6 

4 
10 

none 
none 


ce 

.a 
93 


83 
30 
41 
98 
24 
27 

104 
35 
49 
83 

104} 

"m 

21 
9 
81 

97i 


90 
1041 
82i 
100 
40 
67 
80 
971 
90 
117 
57 
981 

isi 

60 
96 
66 
95 
66 
120 


116,966 
opened. 


opened. 


39,360 
23,496 


4,318,9621,800,181 
,063,659  338,783 
681,445!  324,494 
205,008   44,070 


1,679,969 

350,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 

6,666,832 

6,000,0001 


2,969.760 
206,000 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
650,000 


128,000 

476,000 

1,600,000 

13,000 


713,227 

10,427,800 

2,899,166 


6,133.834 

633,598 

349,775 

774,495 

1,250,000 

1,832,945 

329,577 

1,043,357 

1,693,711 

4,327,4«« 

1,220,325 

3,246,720 

2,379,880 

1,265,143 

750,000 

1,702,623 

17,141,987 

8,067,286 


480,137 
92,353 


196,847 
46,072 


Recently  opened 

213,078]   96,737 
Recently  opened, 


173,545 

Recently 

Recently 

226,152 

1,388,386 

149,941 

603,942 

260,899 

118,617 

Recently 

265,327 

2,480,026 

868,038 


7 

8 
none 

4 
none 
DOne 


none 
none 

7 
none 

4 
none 


none 


135,017 
opened, 
opened. 

116,706 

478,413 
79,252 

316,259 

124,740 

76,800 

opened 

106,320 
1,251,987 

641,769 


none 

none 

8 
10 

7 
10 

3 

5 

s' 

7 
6 


93 

•  •  •  • 

40 

66 

65' 
180 


69i 
66 
60 
28 
1041 
18* 
70 


30 
33 

92" 
148 

isi' 


;125 
I  56 
794 
I  741 
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191 

211 

101 

71 

60 

56 

93 

33 

88 

60 

80 

125 

38 

29 

65 


Pennsylvauia  Central Penn.  260 

Philadelphia  and  Trenton "       30 

Pennsylvania  Coal  Co ...... .     "       47 

Baltimore  and  Ohio Md.    381 

Washington  branch "       38 

Baltimore  and  Susquehanna . .     "       57 

Alexandria  and  Orange Va.     66 

Manassas  Qap "        27 

Petersburgh "       64 

Richmond  and  Danville "       73 

Richmond  and  Petersburgh . .     "       22 
Rich.,  Fred,  and  Potomac ....     "       76 

South  Side "       62 

Virginia  Central "     107 

Virginia  and  Tennessee "        73 

Winchester  and  Potomac "       32 

Wihnington  and  Raleigh N  .C.  161 

Charlotte  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "      140 

South  Carolina "      242 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  <ind  Chattanooga.  . .     " 
Covington  and  Lexington ....    Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexiington " 

Cleveland  and  Pittsburgh Ohio.ilOO 

Cleveland  and  Toledo "      147 

Cleveland,  and  Erie "       95 

Cleveland  and  Columbus "      136 

Columbus,  Piqua  and  Indiana.     "       46 

Columbus  and  Lake  Erie "       61 

Cincinnati.,  Ham.  and  Dayton     "       60 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...     "     167 

Ohio  Central "       67 

Ohio  and  Mississippi ' 

Ohio  and  Pennsylvania "      187 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley .. .     "       44 

Columbus  and  Xcnia "       54 

Evansville  and  Illinois Ind.     31 

Indiana  Central "     I... 

Indiana  Northern "      131 

Indianapolis  and  Bellefontaine  "  83 
Indianopolis  and  Cincinnati..  "  90 
Lafayette  and  Indianapolis ...  "  62 
Madison,  Indianapolis  &  Peru  "  |169 
Terre  Haute  and  Indianapolis    "       72 

Rock  Island  and  Chicago III. 

Chicago  and  Mississippi "     136 

Illinois  Central ' 

Galena  and  Chicago "     [92 

Michigan  Southern  and  Ind.  N.Mich.  316 

Michigan  Central "     j282 

P»clflc Mo.  38 


9,768,156 


13,118,IH)2 
1,650,000 


769,000 
1,372,324 

685,000 
1^)00,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 
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6,000,000 13,600,000 


6,677,103  22,254,338 
1,650,000 


173,867 
200,000 

sds.ooe 

040,000 
469,150 
707,958 
120,000 
1,134,698 


1,004,231   500,000 
3,858,840  3,000,000. 


In  prog. 

In  prog. 
1,103,928 

In  prog. 
1,100,000 
1,631,238 
2,100,467 
2,892,215 
3,545,256 
416,632 
2,965,674 
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2,033,420 
348,622 
413,673 


227,593 


3,500,000 
4,000,000 
1,013,088 


686,887 


776,259 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

367,218 


1,979,100 
2,000,000 


3,027,000 


40 
20 
36 
31 
37 
84 


2,100,000 


418,18 
1,214 
163,000 


150,000 


400,000 


In  prog. 

7,002,396 
In  prog. 

3,465,879 


1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


5  41,000  Ih  prog. 
850,000iln  prog. 
900,000  In  prog. 

684,902 


1,142,200 
1,600,000 


408,200 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


600,000 


660,000 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
26,000 


In  prog. 
3,279,908 


122,861 
254,376 

62,762 
210,062 
109,268 

89,776 
510,038 


1,000,717 


986,074 
934,424 
278,739 
59,590 
129,396 


798,193   7 

216,237 

162,636! 


8 


72,370 


74,113  none 
113,256   7 


99,077    10 
42,736  none 
12 

153,898   6 


609,711 


173,542 


87,421 


432,682 


636,608 

466,468 

149,960| 

21,7.31' 

71,536 


'>% 


76,079 


97 


1021 

58 


77 
70 
40 

100 


60 

98 


126 


116 

ioi* 


44,260... 


267,278|  10 


3,655,00O|    777,793 
2,000,000 


2,659,663    321,793 

In  prog.     I 

926,000Recently 
In  prog. 


In  prog. 
3,169,733 
1,855,000 
4,110,148 

In  prog. 


667,559 


In  prog. 

(I 

1,310,062 
In  prog. 


640,618 


Recently 


1,289,000 


Recently 
314,434 
237,606 


Recently 


483,464  12 


200,967 


opened. 


352,133.  10 


1 13,401  j... 


opened. 


opened. 
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Nortbcrn  Central  Railroad  of  Maryland. 

We  last  week  gave  a  notice  of  the  condition 
and  prospects  of  the  Susquehanna  Railroad,  but 
without  speaking  fully  of  the  new  organization 
into  which  it  has  been  ct>nsolidAted. 

The  Baltimore  and  Susquehanna,  York  .and 
Cumberland,  and  the  Susquehanna  Railroads  have 
been  consolidated  by  the  mutual  t  nacUnent  of 
the  genend  assemblies  of  the  Maryland  'and 
Pennsylvania,  thereby  forming  a  line  of  some  125 
miles,  opening  to  the  great  center  of  the  coal  re- 
gion of  Pennsylvania,  directly  to  the  tide  water 
at  Baltimore.  A  large  pait  of  this  road,  embrac- 
ing that  lying  iu  the  Sus<im;hauna  ValK-y,  will 
have  an  extremely  favorable  gradient,  while  on 
the  other  parts  the  gradient  is  not  gouer.ally  diffi- 
cult although  an  exceplional  grade  of  84  feet. 

In  Baltimore  the  Canton  Company  have  tender- 
ed the  consolidation  1200  feet  of  water  front  and 
free  right  of  way  of  100  feet  width  therewith. 

The  State  of  Maryland  being  the  creditor  of 
the  Baltimore  and  Susquehanna  Company  for 
$2,000,000,  had  decided  to  relinquish  one  half  of 
her  clahn  upon  the  consammation  of  the  consolida- 
tion, and  the  city  of  Baltimore  had  also  relio- 
quislied  her  whole  claim  of  &S50,000  in  the  same 
event  The  action  of  the  Pennsylvania  Assembly 
will  now  relieve  the  Baltimore  and  Susquehanna 
road,  by  these  sum.s,  and  will  enable  tliem  to  use 
their  credit  towards  the  completion  of  the  Sus- 
quehanna road,  and  the  equipment  of  the  entire 

The  Northern  Central  Rai1ro;id  sliouM  exert  a 
strong  influence  on  the  bu>iue.<>s  and  the  trsrde  of 
Baltimore.  It  will  be  her  great  coal  road,  with  a 
capacity  of  full  2,000,000  tons  iier  annum.  It 
will  secure  to  her  advantages  such  as  in  another 
column  we  have  indicated  for  New  York  in  the 
event  of  the  completion  of  a  similar  work  for  her- 
self. 


Cllntou  Line  Raiiroail. 

"We  understand  that  on  Saturday  one  «»f  the 
contractors  on  the  Clinton  Railroad,  cast  of  Hud- 
son, paid  oft' and  dischdrped  the  men  in  his  em- 
ployment, for  the  reason  that  the  Co.  had  failed 
to  make  and  pay  the  estimates  necessary  f<9r  the 
continuation  of  the  work.  At  present  it  is  almost 
impossible  to  procure  money  for  the  construction 
of  new  lines  of  ro;id  in  Ohio,  and  we  are  informed 
that  within  a  few  days  work  will  bt.  suspended  on 
several  other  roads  in  this  vicinity." — Cleveland 
Herald. 


CoTln^ton  and  Iicxlnston  Railroad. 

This  important  road  is  about  finished  as  Ctr  as 
Cynthiana,  Ky.  A  meeting  of  the  citizens  has 
been  held  in  that  place  to  make  arrangements  for 
a  barbecue,  as  soon  as  the  work  is  done  to  thai 
point;  and  we  doubt  not  it  will  b«  of  the  right 
stamp,  judging  from  our  own  experience  of  Ken- 
tucky barbecues.  ■■..;- 

The  distance  from  CoTlnglon  lo  CynthisDa  is 
about  50  miles,  and  cara  will  commence  running 
there  at  once.  This  road,  although  through  a 
rugged  country  in  part,  is  yet  being  constructed 
in  the  most  workmanlike  and  permanent  manner, 
and  will  be,  when  finished,  a  fine  paying  road. 

Watcrtovrn  and    Rome   Railroad. 

The  stockholders  of  the  Watertown  and  Rome 
Railroad  have  voted  to  authorize  its  board  of  di- 
rectors to  indorse  tlie  bonds  of  the  Potsdam  and 
Watertown  Railroad  Co.,  under  the  recent  act  of 
the  Legislature.  .,  .  .  ^  ..     ^     _ 
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Coal  Railroad*  to  Mew  York. 

Next  to  a  commercial  intercom-se  with  the  west, 
our  city  requires  a  direct  access  to  the  great  coal 
measures  which  nature  has  placed  so  conveniently 
within  our  reach.  The  article  of  coal,  besides 
being  one  of  our  principal  domestic  necessities,  is  one 
of  the  essential  elements  of  our  commercial  and 
industrial  operations.  If,  with  all  our  present 
trade,  we  could  export  coal,  we  should  invite  ad- 
ditional trade  by  offering  another  commodity  for 
exchange,  and  by  supplying  the  local  wants  of  the 
coal  producing  district.  This  would  be,  besides 
the  direct  profit  of  the  coal  trade,  which  never 
promised  better  returns  than  now.  But  if,  on  the 
contraryj  we  import  coal,  through  another  seaport 
we  not  only  avert  trade  and  lose  the  direct  profits 
of  the  business,  but  what  is  worse,  we  tax  our  so- 
cial existence,  and  impose  a  burden,  heavier  than 
any  excise,  on  our  steam  marine  and  on  our  man- 
ufactures. 

The  city  of  New  York  offers  the  greatest  mark-' 
et  for  coal  in  this  country.  Its  population  is 
greatest.  It  employs  a  vast  st«am  marine,  inland 
and  sea  going.  It  has  become  a  seat  of  great  and 
varied  manufactures.  And  all  of  these  means  of 
consumption  are  increasing.  Nearly  a  million  of 
beings  are  already  inclosed  within  the  suburban 
limits  of  New  York.  But  the  inhabitable  capaci- 
ty of  our  island  is  restricted  by  the  price  of  fuel. 
This  already  amounts  to  a  charge  of  SIO  per  an- 
num, per  capital.  A  mere  lodger  pays  $2  a  week 
now,  for  having  a  fire  maintained  in  his  apart- 
ment. 

The  cost  of  steamboat  transportation  is  largely 
affected  by  the  price  of  coal,  and  the  benefits 
which  our  commerce  could  realize  from  the  em- 
ployment of  steam  are  thereby,  relatively  dimin- 
ished. Coal  is  the  principal  object  of  expense  in 
running  our  steamboats.  For  an  ocean  steamer, 
taking  800  tons  on  a  long  voyage,  the  difference 
against  our  port  as  compared  with  another  one 
having  a  direct  supply  of  coal  might  amount  to 
$12,000  yearly — a  high  port  duty  indeed,  and 
which  in  any  other  form  would  drive  our  steam 
marine  at  once  to  other  harbors. 

Our  manufactures  of  machinery,  iron  wares, 
sugar,  printing  materials,  books,  and  numberless 
other  articles,  are  large  and  rapidly  increasing. 
Steam  power  is  coming  into  extended  use.  It  as- 
sists industry  and  cheapens  production  in  nearly 
all  of  our  business  streets.  ., 

Here  is  the  market.     Let  us  examine  : — 
1,000,000  tons  yearly  for  domestic  use. 

600.000    "        "  S.  boats,  tugs  &  ferries. 

300,000    "        "  Ocean  steamers, 

200,000    "        "  Manufactures. 


2,000,000    "         "  Present  consumption. 

Could   we  cheapen   coal  materially,   we  could, 
aided  by  other  causes  of  growth,  be  prepared,  in 
ten  years,  to  double  this  demand. 
Say  1,600,000  tons  for  domestic  use. 

1,000,000    "     "     S.  boats,  river  &  coastwise. 
'80^,000    "     "     Ocean  steam  navigation. 
700,000    •'     "     Manufactures. 


4,000,000  tons  yearly  by  1865. 

Our  present  channels  of  supply  are  through 
Philadelphia  and  Baltimore,  our  Delaware  and 
Hudson  canal,  carrying  half  a  million  tons  yearly, 
and  for  the  rest  the  Morris  canal,  and  the  coasters 
to  Novia  Scotia. 

Now  wiUiin  160  miles  of  our  city  we  have  ic- 


exhausitble  supplies  of  cocil,  from  which  we 
should  draw  all  that  our  operations  require,  for  a 
cost  of  movement  not  exceeding  S2,C0  a  ton.  At 
S4  a  ton  at  wholesale,  the  coal  trade  of  New  York 
would  prove  a  paying,  and  at  the  same  time  the 
most  active  business  of  our  port. 

How  soon  shall  we  have  a  great  coal  road,  able 
at  least  to  supply  the  domestic  wants  of  our  city, 
even  if  we  cannot  engage  in  export ;  a  great, 
double  track,  heavily  equiped  road,  with  coal 
wharves  on  the  Jersey  shore  equal  to  the  opera- 
tions of  a  trade  such  as  no  other  city  in  America 
could  boast  1 

This  is  a  matter  urging  itself  upon  the  consider, 
ation  of  all  having  at  heart  the  interest  of  New 
York.  It  is  not  merely  a  scheme  for  investment, 
although  if  consummated  none  would  pay  better, 
but  it  is  to  cheapen  our  household  expenses,  to 
protect  our  growing  and  invaluable  steam  marine- 
and  to  employ  and  to  reward  the  industry  for 
which  our  city  offers  so  wide  a  field,  that  we  urge 
the  necessity  of  such  an  avenue.  Our  city,  and 
our  state,  we  believe,  would  consume  ten  millions 
of  tons  yearly  could  it  be  had.  And  much  of  the 
state  trade  would  be  supplied  if  possible  from 
New  York  city. 

The  Lackawanna  road  promises  us  half  a  mil- 
lion tons  next  year,  and  we  hope  New  Yorkers 
will  not  rest  until  the  "  Water  Gaps' '  nearer  to  us 
than  to  Philadelphia,  can  pas  twice  as  much  more 
for  our  use. 


Kzpress  Itocomotlvca. 

A  great  principle  in  the  philosophy  of  railroads 
has  been  left  heretofore  to  develope  itself,  and  in 
spite  of  the  economy  which  it  embraces,  it  has 
been  accepted  only  so  far  and  so  fast  as  was  neces- 
sary, to  do  the  business  which  has  been  forced 
upon  our  roads.  This  principle  is  that  of  the 
"  concentration  of  locomotive  power."  It  is  well 
known  that  the  prices  of  wa^es  and  of  materials 
used  in  operating  railroads  are  from  fifty  to  one 
hundred  per  cent,  higher  now  than  ten  years  ago. 
Yet,  it  is  equally  well  known  that  the  operating 
expenses  of  large  roads,  such  as  have  supplied 
themselves  year  by  year  with  the  current  improve- 
ments of  the  times,  are  less  per  ton  or  per  passen- 
ger moved,  now  than  then.  Look  at  the  cost  of 
carrying  coal  on  the  Reading  road  for  each  of  the 
last  ten  years.  In  1843,  the  cost  of  carrying  coal 
from  Mount  Carbon  to  Richmond  was  46  cents 
per  ton.  Under  present  prices  of  wages,  fuel  and 
iron,  this  cost  would  be  certainly  70  cents,  and 
probably  more.  But  the  actual  cost  of  carriage 
per  ton  has  been  reduced,  by  a  gradual  develop- 
ment of  the  principle  wo  have  so  often  advocated, 
until  in  1853  it  was  but  35  cents,  or  but  one-half 
what  it  would  have  been  under  the  former  system. 
The  greatest  means  which  have  effected  this  re- 
sult have  been  the  doubling  of  the  capacity  of  the 
engines  ;  so  that  where  two  hundred  tons  was  the 
average  weight  of  coal  carried  in  one  train  in 
1843,  406  tons  are  now  carried. 

The  following  are  the  statistics  of  cost  of  car- 
rying one  ton  of  coal,  for  each  year  since  1843,  as 
by  the  company's  last  report : 


1843. 

. . .  46.00  cents. 

1849. 

. . .  43.62  cents 

1844. 

...41.08  " 

1860. 

...40.69  " 

1846. 

...37.01  " 

1851. 

...38.64  " 

1846. 

...38.89  " 

1852. 

...36.36  " 

1847. 

...46.84  " 

J   1863. 

...36.07  " 

1848. 

...46.06  " 

I  Were  the  several  costs  adjusted  upon  the  same 
prices  as  in  1843,  the  cost  for  1853  would  be  about 
23  cents  per  ton,  or  one-half  of  that  in  1843. 

The  system,  of  which  this  is  a  result,  has  never 
been  sought  in  advance,  but  has,  to  an  extent, 
forced  itself  as  a  necessary  economy  upon  the 
managements  of  railroads  eenerally.  It  is  diflS- 
cult  to  define  its  ultimate  limits.  But  there  are 
obvious  means  of  extending  the  power  of  loco- 
motives to  a  greater  extent  than  has  been  gene- 
rally adopted. 

We  wish  now  to  speak  of  express  engines.  The 
most  obvious  limit  to  the  diameter  of  the  boiler 
of  a  high-wheeled  engine,  is  the  distance  across 
the  track  between  the  wheels.  For  a  narrow 
gauge  this  is  63)2  inches,  and  the  boiler  cannot 
well  exceed  60  inches.  The  length  of  tubes  may 
be,  safely,  13  feet ;  and  this  united  increase  of 
length  and  diameter,  over  a  boiler  43  inches  in 
diameter  and  11  feet  long,  would  be  equal  to  an 
increase  of  60  per  cent,  of  the  capacity. 

The  only  change  in  the  structure  of  the  engine 
which  would  ensue  from  this  increase  of  diameter, 
would  be  a  different  mode  of  hanging  the  springs. 
These  would  either  have  to  be  placed  under  the 
edge  of  the  firebox,  on  the  crown  of  the  firebox, 
or  the  boiler  would  have  to  be  placed  pretty  high 
up,  and  the  axles  spread  so  as  to  have  the  springs 
clear  the  firebox.  Norris  adopts  the  first,  Soiith 
and  Perkins  the  second,  and  Walter  McQueen  the 
third  of  these  plans.  We  believe  that  if  the  for- 
ward spring  be  placed  under  the  bearing,  the 
back  spring  be  placed  above  the  frame,  but  wholly 
behind  the  firebox,  and  the  equalizing  lever  be 
made  to  rest  on  a  wide  bearing  on  the  bottom  of 
the  firebox,  the  result  would  be  a  strong,  elastic 
and  steady  spring  suspension,  while  greater  room 
would  be  afforded  for  any  desirable  increase  of 
the  capacity  of  the  diameter  of  the  boiler.  ^ 

We  would  be  glad  to  see  this  mode  of  spring- 
hanging  generally  adopted,  being  well  convinced 
that  it  would  work  as  well  as  any  other,  and  at 
the  same  time  afford  room  for  a  diameter  of  boil- 
er as  great  as  is  practically  safe  under  high  pres- 
sures. The  equalizing  lever  should  have  a  seat 
made  to  fasten  upon  the  bottom  of  the  furnace, 
and  as  wide  as  6  inches,  and  both  the  beam  and 
springs  should  be  held  from  any  lateral  move- 
ment. Equalizing  beams  having  a  narrow  bear- 
ing beneath  the  firebox  have  tilted  over  and  bro- 
ken the  spokes  of  the  driving  wheels,  a  result  easily 
guarded  against  by  proper  attention  to  the  manner 
of  securing  the  beam. 

Tubes  of  13  feet  length  should  be  of  2i  inches 
diameter  at  least.  This  would  make  them  stiller 
in  the  boiler  and  give  a  better  fastening  in  the 
tube  sheets.  But,  better  yet,  it  would  increase 
the  relative  flue  opening,  giving  a  better  draught, 
and  it  would  relieve  the  "  back  pressure"  felt  in 
long  tubes  of  small  diameter,  and  also  the  tend- 
ency to  fill  and  choke  with  ashes.  We  believe, 
too,  that  iron  tubes,  being  far  cheaper,  stiffer, 
affording  a  more  secure  fastening  to  the  tube 
sheets  and  not  being  subject  to  as  rapid  wear,  and 
having  less  expansion,  compared  with  copper  or 
brass,  will  ultimately  come  into  general  favor. 

Iron  tubes  are  used  entirely  we  believe,  in  all 
the  long-boiler  freight  engines  of  the  Baltimore 
and  Ohio  road,  whether  burning  wood  or  bitumin- 
ous coal.  We  know  of  Northern  builders  who 
have  used  iron  in  large  lots,  with  the  best  success. 
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A  set  of  copper  tubes,  proper  for  a  first  class  ex- 
press engine,  would  weigh  24  tons  and  would  cost 
$2000.  It  would  cost  much  more  to  repair  these 
tubes  than  if  they  were  of  iron,  while  their  actual 
durability  would  be  less. 

By  adopting  a  thin  edge- frame  between  t  e  pe- 
destal of  drivers,  and  by  placing  the  springs  and 
equalizing  beams  clear  of  the  firebox,  room  will 
be  had  for  a  grate  of  ii  inches  width,  an  increase 
of  from  4  to  8  inches  over  those  now  in  general 
use  on  roads  of  the  narrow  guas;e. 

With  all  these  means  improved,  for  increasing 
the  capacity,  of  locomotives  by  about  60  per  cent, 
within  a  weight  of  33  tons,  we  are  confident  that 
the  heavy  passenger  business  of  many  of  our  roads 
could  be  worked  cheaper  than  now.  Our  long 
distances  and  often  heavy  grades  make  the  heavi- 
fst  practicable  class  of  engines  desirable,  if  for 
nothing  besides  economy. 


trade  of  the  Lehigh  region,  and  numerous  appeal 
have  been  addressed  to  the  Legislature  for  a  re- 
medy, but  80  far  to  no  purpose. 


.;  !••-  ■ 


IjOComotlTe  for  Burning  Anthracite  Coal. 

The  engines  made  by  Ross  Winans,  Esq.,  have 
for  a  long  time  been  adapted  to  burning  Anthra- 
cite coal,  and  are  doing  so  with   the  utmost   suc- 


Lehigli   Coal  and  Navigation  Company* 

From  the  late  annual  report  of  this  Company 
■    found  under  the]_date  of  May  2, 1854,  we  present 
•  the    following  of  their  operations  for  the   past 
.    year. 

I  The  water  was  let  into  the  channel  in  March 
^  1853,  but  in  consequence  of  the  repairs  on  the 
Delaware  Division,  business  wasjetarded  some- 
what until  the  early  part  of  May  ;  and  in  conse- 
quence the  pf  oduction  of  coal  fell  below  the  esti- 
mated quantity. 

The  shipments  for  the  year  from  the  Company's 
mines,  were  476,976  tons,  which  are  with  ship- 
ments from  other  mines,  made  a  total  of  1,080, 
646  tons.  The  shipments  ol  lumber  were  61,896, 
352  feet 

Freight  of  every  kind  transported  on  the  Com- 
pany's canal  during  the  year  was  1,346,227  tons. 

The  profits  of  the  year  were  an  aggregate  of 
S804.716.22,  an  increase  of  $1,715.76  over  the 
year  1852. 

The  balance /ir  ilie  year,  to  the  credit  of  profit 
and  loss,  after  providing  for  State  tax,  interest, 
expenses  and  repairs,  was  S375.801.ll  ;  exhibit- 
ing an  excess  of  $154  930.10  over  the  balance  for 
the  year  1852, 

During  the  year  the  increase  in  the  capital  stock 
was  $416,050  ;  decrease  in  the  funded  debt,  $495. 
123 ;  decrease  in  the  floating  debt,  $32,884  ;  de- 
crease in  the  general  indebtness  of  the  Company, 
$435,856 

The  assets  comprised,  at  the  close  of  the  year 
1853,  $500,148  of  the  Company's  loans,  held  in 
trust  as  a  contingent  fund,  subject  to  the  orders 
of  the  Board  of  Managers ;  the  increase  in  this 
fund,  during  the  past  year,  being  $120,556. 

On  the  first  day  of  January  last  the  entire  am- 
ount of  the  Company's  liabilities,  including  the 
capit.al  stock,  loans  and  obligations  of  every  kind 
and  including  also  the  loans  held  in  trust,  as 
above  stated,  was  $7,276,732. 

Since  the  close  of  the  year  1853  the  capital 
stock  has  been  enlarged  to  $2.469,400 ;  the 
amount  at  which  it  now  stands. 

The  funded  debt  has  been  reduced  to  $4,420,470. 
The  contingent  fund  stands  as  it  did  at  the  close 
of  the  year. 

In  May  of  last  year  a  divident  of  6  per  cent 
was  made  in  coal,  and  in  future  the  Company 
hope  to  make  the  dividents  payable  in  cash. 

The  expenditures  during  the  year  1853  upon 
the  Companies  works  have  been  quite  moderate, 
and  the  whole  outlay  has  as  usual  been  charged  to 
profit  and  loss. 

The  insufiicient  depth  of  water  in  the  Delaware 
Division  of  thu  Pa.  Canal  continues  to  restrict  the 


cess,  at  the  present  time,  upon  the  Reading  Rail- 
road. There  are  but  few  practical  details,  about 
locomotive  boilers,  which  are  essentially  changed 
for  burning  this  fuel;  the  principal  being  the  pro- 
parlions  of  the  furnace,  the  admission  of  air,  and 
the  variable  exhaust. 

The  following  are  the  peculiar  points  in  the  fur- 
naces and  smoke  stacks  of  the  anthracite  coal  en- 
gines upon  the  Reading  road ;  and  such  as  an  en- 
gine builder  would  require  to  know,  to  construct 
equally  as  good  engines,  for  that  kind  of  fuel,  in 
other  localities. 

The  furnace  has  a  large  grate  with  a  shallow 
allowance  of  coal  room.  The  Winans  engines 
have  grates  7  feet  long  and  3i  feet  wide,  giving 
24  J  square  feet,  while  the  average  depth  of  fur- 
nace is  but  3  feet.  The  sides  and  crown  of  the 
furnace  are  made  wholly  of  the  best  double-heat 
hammered  iron.  The  tube  sheets  and  tubes  are 
of  iron;  the  tubes  (103  in  number)  being  14  feet 
in  length  and  2i  inches  in  diameter.  The  back 
end  sheet  of  the  outer  firebox  is  flanged  and  riv- 
eted to  the  crown  on  the  outside ;  that  is  to  say, 
the  end  sheet  is  flanged  outwards  instead  of  in- 
wards. By  this  plan  the  furnace  can  be  quicker 
taken  apart  when  it  requires  repairs. 

The  grate  is  made  of  very  heavy  cast  iron  bars, 
cast  two  together,  and  having  a  shank  reaching  out 
behind  the  firebox.  Through  a  round  hole  in  the 
end  of  this  shank  a  lever  can  be  applied  to  stir  the 
bars  and  release  the  clinkers  when  the  fire  is 
burning.  These  bars  are  supported  at  both  ends 
and  at  the  center.  For  a  grate  42  inches  wide, 
there  are  six  castings,  or  twelve  separate  grato 
bars.  The  spaces  between  the  bars  are  about  1;,  | 
inches  for  lump  coal.  Winans  has  a  jjatent  for 
the  movable  grate  bar.  'l  ;'  v.  '"jIT- 

The  top  of  the  firebox  is  a  sloping  flat  surface 
inclining  towards  the  teader.  An  opening  is 
made  in  the  top,  about  over  the  middle  of  the 
grade,  and  by  a  coal  chest,  with  a  sliding  top  and 
bottom,  coal  can  be  dumped  directly  upon  the 
grate.  The  water  space,  over  the  inclined  furnace 
crown,  is  about  four  inches  thick,  and  the  opening 
for  the  coal  door  is  made  through  it. 

Double  cast  iron  doors,  perforated  for  the  ad- 
mission of  air,  and  having  removable  cast  iron 
facings  on  the  inside,  are  placed  entirely  across 
the  hind  end  of  the  furnace  at  about  six  inches 
above  the  top  of  the  grate  bars.  Between  these 
doors  and  the  grate,  a  cast  iron  frame,  hinged 
like  a  door  at  one  end,  is  placed.  This  frame  is 
grated,  up  and  down,  so  as  to  give  10  or  12  open- 
ings, Ij  by  4  inches,  for  still  further  increasing 
the  admission  of  air  upon  the  hind  edge  of  the 
burning  bed  of  coal.  This  frame,  when  swung 
open,  just  clears  the  top  of  the  grate  bars,  there 
being  no  water  space  below  the  upper  side  of  the 
door. 

There  is  no  footboard  upon  the  engine,  the  en- 
gineman  riding  upon  the  top  of  the  waist  of  the 
boiler,  and  the  fireman  riding  on  a  platform  prdjec- 
ting  from  the  front  end  of  tke  tender. 


The  ash  pan  is  about  12  inches  deep,  opened 
only  towards  the  tender,  with  the  exception  of 
openings  of  about  8  by  12  inches  on  each  side  for 
raking  out  cinders.  The  ash  pan  is  kept  flooded 
JUlb  two  or  three  inches  of  water  on  the  bottom, 
by  which  the  life  of  the  grate  bars  is  increased. 
The  ash  pan  has  no  damper.  The  water  admitted 
to  it  is  supplied  through  a  one  inch  hose  from  the 
tender. 

Goinik,  to  the  forward  end  of  the  boiler,  the 
smoke  box  has  vertical  sides  and  a  flat  bottom  ; 
but  curved  pieces  of  boiler-plate  are  secured 
across  the  width  of  the  smoke  box,  on  the  curv« 
of  the  under  side  of  the  boiler,  thereby  leaving  a 
round  smoke  chamber  above,  and  a  square  chest 
below  for  holding  the  variable  exhaust.  Winans"  pa- 
tent rariable  exhaust  isacastironbox  withexpan- 
dingsides,  worked  by  right  and  left  worms,  but  Mill- 
holland's  coal  engines  have  simply  a  cast  iron  cyl- 
indrical nozzle  with  an  internal  cone  capable  of 
being  elevated  or  depressed  to  vary  the  opining 
for  exhaust.  The  mouth  of  the  exhaust  pipes 
is  even  with  the  bottom  row  of  tubes,  a  pipe  of 
9  inches  diameter,  and  having  a  flaring  bottom  , 
being  placed  over  the  blast,  and  reaching  to 
the  base  of  the  chimney.  The  base  being  14 
or  15  inches  in  diameter,  leaves  three  inches  pas- 
sage around  the  top  of  this  pipe. 

The  spark  arrester  has  an  inside  and  an  outside 
pipe,  but  no  cone.     The  top  of  the  outer  pipe  is 
made  by  a  gridiron  of  bars  of  i  inch   thickness, 
and  placed  i  inch  apart.     This  grate  is  about  15 
inches  in  diameter,  and  outside  of  this  a  sloping 
cap,   forming  a   truncated  cone,   extends  down- 
wards at  about  20  degrees  Irom  a  horizontal  lino  , 
until  it  attains  an  outer  diameter   of  about  three 
feet.    The  conical  surface  of  this  cap,  which  is 
over  the  casing  of  the  inside  chimney,  is  perfora- 
ted  with   rectangular  openings,    I  by    |  inch,   in 
such  a  manner  that  the  iron  is  cut  through  on  but 
three  sides  of  the  opening,  leaving  the  chip  to  ad' 
here  by  its  upper  longest  edge,   and  to   be  beet 
ist.uijjht  down  so  as  to  let  the  smoke  rise  verti- 
cally.    The  sparks  projected  against  the  backs  of 
these  pieces  are  thrown  into  the  casing  around  the 
chimney,  from  whence  they  are  taken  from  the 
bottom.      As  many  of  these    openings    are   cut 
through  the  cap  as   can  be  made  without   taking 
out  too  much  of  the  strength  of  the  iron,  which 
'atter  has  to  be  of  the  best  quality.     This  form  of 
sparker  is  that  designed  by  Mr,   Millholland   for 
the   Reading  road,   and  diflers  some  what  from 
that  of  Mr.  Winans. 

A  small  pipe,  with  an  inside  stop-valve,  extends 
from  the  fo  ward  dome  into  the  chimney,  so  that 
a  draught  of  steam  may  be  had  when  standing. 

It  will  be  seen  that  no  copper  is  used  about  the 
furnaces  of  these  engines,  nor  in  the  tubes ;  that 
materiel  being  too  expensive  and  being  too  easily 
cut  away  by  the  action  of  the  coal.  The  fuel  is 
coarse  lump  coal.  The  fire  is  started  with  pine 
wood.  I-    ■■' '>■'■    :  ,   ,' ■■     ..c .''■*?'-< '^ 

An  engine  having  a  grate  such  as  is  described 
has  a  48  inch  boiler,  with  103  tubes,  2|  inches  in 
diameter  and  14  feet  long .;  19  inch  cylinders,  22 
inch  stroke,  and  eight  drivers  43  inches  in  diam- 
eter. 

Many  of  the  boilers  burning  anthracite  upon 
the  Reading  Road  are  of  the  kind  planned  by  Mr. 
James  Millholland,  the  master  of  machiney  of  the 
road.    His  plan  of  boiler  is  the  combination  of 
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two  old  expedients ;  the  internal  smoke  chamber 
and  the  flank  grate.  A  smoke  or  gas  chambtr  is 
placed  within  the  boiler  nearly  midway  of  its 
lengtli,  i^nd  communicates  with  the  furnace  and 
smoke  box  by  tubes  on  each  side.  The  grate  is 
also  closed  around  the  sides  and  front,  to  exclude 
air  from  passing  up  against  the  furnnace  sheets 
and  to  doaden  the  combustion  of  coal  at  those 
points.  The  combination  of  these  two  aiTangc- 
ments  forms  the  subject  of  Mr.  Millholland's  pa- 
tent, dated  February,  17lh  1852. 

It  has  never  been  shown  that  this  form  of  boil- 
er has  practic.ll  advantages  suijerior  to  others  in 
burning  coal.  It  has  some  obvious  disadvantages 
peculiar  to  itself.  Besides  having  two  setts  of 
tubes  and  four  tube  sheets,  it  breaks  up  and  in- 
jures the  draught,  by  the  pressure  of  the  gas  cham- 
ber. Instead  of  a  frt;e  and  direct  passage  to  the 
front  end  of  the  boiler  the  draught  is  checked 
on  eutering  the  internal  chamber,  and  lias  to  take 
a  fresh  start  througlj  the  forward  set  of  tubes. 
We  regard  this  as  a  very  serious  objection,  even 
with  large  tubes.  It  impairs  the  efficiency  of  the 
furnace  and  imposes  an  additional  load  on  the 
exhaust.  Again  as  the  internal  chamber  requires 
a  water  space  of  2  or  2i  inches  around  it,  the 
space  available  for  tubes  is  diminished,  making  a 
48  loch  boiler  no  larger  for  the  purpose  of  attain- 
ing tube  surface,  than  one  of  the  ordinary  kind 
43  inches  in  diameter. 

One  of  Mr.  Millholland's  passenger  engines  with 
15  inch  cylinders,  30  iuches  stroke  and  seven  fe.t 
drivers,  having  a  large  boiler  of  the  patenU'd 
kind,  could  not  supply  itself  with  steam,  and  the 
cylinders  were  accordingly  "  bushed"  so  as  to  be 
but  13  inches  in  diameter. 

Journal  of    IiaiIro«tl  LaiVf 

CUTTIN(i    Of'F    WUARVKS. 

Upon  page  182  of  the  present  volume,  will  be 
found  a  brief  statement  of  a  decision  of  our  Su- 
preme Court,  in  the  caso  of  TiUot$<m  vs.  The  Uiid- 
Hon  River  Railroad  Company.  The  plaintiff  owned 
»  farm  opposite  a  bay,  lying  in  defendants'  route ; 
and  before  tlieir  road  was  constructed,  plaintiff 
had  built  a  wharf,  extending  into  the  bay.  The 
defendants  carried  their  road  across  the  bay,  upon 
a  structure  of  pile  bridging,  furnished  with  a  draw 
suitable  for  the  purposes  of  navigation,  aud  distant 
aboot  1900  teet  from  and  in  front  of  plaintiff's 
dock.  The  Supreme  Court  held  that  defendants 
had  not  "  cut  oflF"  the  plaintiff's  dock,  within  the 
meaning  of  their  act  of  incorporation.  We  have 
now  referred  to  the  case  above  mentioned,  only  to 
say  that  the  decision  of  the  Supreme  Court  there- 
in has  recently  been  affirmed  by  our  Court  of  Ap- 
peals. "■■■"'■:'■=':'-■''"'  i;  ':;■  ^^' ■.'■■,-„■•  ."•- 
carriers'  receipts. 

The  Court  of  Appeals,  in  the  case  of  Ellis  vs. 
WiUard,  has,  according  to  Selden's  notes,  decided 
as  follows : 

Where  goods  are  received  by  a  carrier  for  trans- 
portation, and  the  bill  of  lading  signed  by  the  car- 
rier expresses  that  the  goods  are  received  "  in 
good  Older,"  to  bo  '^carried  and  delivered  in  like 
good  order,"  he  is  not  prevented  by  the  bill  of 
lading,  as  between  him  and  the  immediate  parties 
to  it,  from  showing  by  parol  evidence  that  the 
goods  were  not  in  good  order  when  received. 

The  statement  in  such  instrumeut  of  the  condi- 
tion of  the  goodS]  is  a  mere  admission,  and  not  a 


part  of  the  contract.  It  is  prima  facie  evidence 
that  the  goods  were  conditioned  as  described  ;  but 
it  is  not  final  and  conclusive;  it  does  not  prevent 
the  party  signing  the  bill  of  lading  from  introdu- 
cing evidence  in  contradiction  of  the  bill  of  lading. 
Like  an  ordinary  receipt,  or  the  acknowledgment 
of  the  receipt  and  amount  of  the  consideration  in 
a  deed,  it  is  open  to  explanation  by  parol  proof. 

It  is  not  material,  in  respect  to  a  carrier's  right 
of  contradictuig  a  bill  of  lading,  as  above  stated, 
whether  the  goods  were  open  to  his  inspection 
when  the  bill  of  lading  was  given  by  him  or  not. 

A  similar  decision  has  been  made  in  regard  to 
bills  of  lading,  by  Judge  Belts,  of  the  United 
States  Court,  for  the  Southern  District  of  New 
^ork.  -.    .         .  ^.  -•\-. 

ANNULLING    CAARiea's    CONTRACTS. 

A  contract  can  only  be  annulled  or  modified  by 
the  unanimous  consent  of  both  parties.  Our  Court 
of  Appeals  have  decided  in  the  case  above  men- 
tioned, of  Ellis  against  Willard,  that  the  owner  of 
goods,  having  shipped  them  to  be  transported  to  a 
particular  place,  at  a  freight  agreed  npon,  and  de- 
manded them  of  the  carrier  at  an  intermediate 
point,  and  received  them  in  pursuance  of  such  de- 
mand, cannot  change  the  terms  of  the  contract  to 
the  prejudice  of  the  carrier,  without  his  consent. 

The  carrier  having  demanded  the  full  freight 
stipulated  for  transporting  the  goods  to  the  re- 
quired place  of  destination,  the  Court  held  that  he 
was  entitled  to  recover  the  same. 

UNFORTUNATE    STOCKJOBBING, 

In  the  case  of  Siaplcs  against  Gould,  opr  Court 
of  Appeals,  as  we  learn  from  Selden's  Notes,  have 
firmly  carried  out  the  provisions  of  law  touching 
stock-jobbing.  On  loth  Janua.y,  1851,  on  de- 
fendant's stating  that  he  had  sold  for  the  plaintiff 
200  shares  of  Canton  stock,  at  $66  per  share,  de- 
liverable at  plaintiff's  option  in  30  days,  plaintiff 
gave  defendant  $750,  to  meet  any  difference  that 
might  accrue  against  the  plaintiff  upon  the  inter- 
est, at  the  end  of  the  30  days.  On  20th  January 
defendant  delivered  the  stock,  at  a  loss  of  S-t  per 
share,  applying  the  S'ToO  in  part  payment  of  the 
difference.  The  plaintiff  had  no  knowledge  of 
such  delivery  of  the  stock  or  payment  of  the  dif- 
ference at  the  time,  and  upon  information  of  it  did 
not  approve  of  it.  At  the  end  of  the  thirty  days 
the  stock  had  fallen  below  $66  per  share,  and  had 
fluctuated  much  within  the  30  days.  This  action 
was  brought  to  recover  back  the  $750. 

Held,  that  the  defendant  delivered  the  stock 
aud  iiaid  the  difference  at  his  peril ;  and  if  there 
were  no  other  grounds  of  defence,  the  plaintiS 
might  recover.        '    ' ::       -  .'    y;      >  t  >^  ^;  : 

But  the  whole  transaction  nnder  the  provision 
of  the  Revised  Statutes,  which  declare  that  con- 
tracts for  the  sale  of  stocks  shall  be  void,  unless 
the  seller  owns  the  stocks.  The  transaction  being 
illegal,  no  action  being  based  upon  it  could  be 
maintained  by  either  party.  It  is  true  that  by  law 
a  i)arty  who,  in  such  a  case,  pays  money  by  way 
tf  difference,  may  recover  it  back;  but  in  this 
case,  tho  $750  w.is  not  paid  as  a  difference  to  the 
seller  of  the  stock,  but  as  a  sort  of  deposit  to  the 
broker,  by  way  of  security. 

JLMPING    UPON    CARS. 

The  Zanesville  Courier  of  the  16th  says  :  This 
morning  Judge  Stillwell  decided  that  railroad 
companies  were  not  liable  for  damages  to  persons 


who  were  hurt  by  getting  off  or  on  the  cars  while 
in  motion.  Suit  was  brought  against  the  C.  0.  R. 
R.  Co.,  by  an  individual  who  bad  his  leg  broken 
in  an  attempt  to  get  upon  the  cars ;  and  in  accord- 
ance with  this  decision  the  plaintiff's  claim  was 
rejected. 

IS  FREIGHT  DUE  FOR  GOODS  NOT  DELIVERED? 

Mr.  Hutchins,  a  banker  of  Louisville,  in  travel- 
ing lately  upon  the  East  Tennessee  and  Georgia 
Railroad,  was,  greatly  to  his  surprise,  required 
by  the  conductor  to  pay  $40  as  freight  upon  his 
two  small  valices,  which  be  kept  with  him  in  the 
cars,  but  which,  as  the  conductor  ascertained, 
contained  $40,000  in  specie.  The  amount  of 
freight  was  compromised  finally  at  $17. 

Common  carriers  of  passengers,  in  taking  fare 
from  passengers,  agree  to  transport  them  with 
ordinary  baggage,  including  cash  for  travelling 
expenses.  Nothing  more.  If  they  find  that  costly 
gCHjds  are  taken  under  the  semblance  of  luggage, 
why  should  they  not  demand  freight  for  them  1 
Why  should  they  be  compelled  to  carry  Mr.  Hut- 
chins'  gold  without  rewari  1 

Plan  of  an  Klcvated  Paaaeuger  Railroad 
for  Broadway  New  York  or  any  other  City. 

Drill  holes  in  the  pavement  5  feet  from  the 
houses,  aboiU  16  feet  feet  apart,  the  length  you 
wish  the  road  ;  round  iron  rods  1  inch  in  diame- 
ter, 12  feet  long  must  be  put  in  these  holes  and 
fastened  with  melted  lead ;  on  the  top  of  these 
rods  must  be  welded  at  right  angles,  iron  bars 
%  by  y^  inch,  6  feet  long,  the  ends  secured  to  the 
houses,  (or  other  posts).  On  the  outside  of  this 
frame,  fasten  iron  bars  ^g  by  }^  inches,  18  inches 
apart  the  whole  length.  This  forms  the  road,  which  , 
should  be  built  on  both  sides  of  the  street,  and  the 
ends  joined  by  a  circular  road,  which  makes  it 
endless.  The  space  8)2  feet  between  the  houses 
and  Railroad  must  be  covered  by  a  tight  plank 
platform,  or  open  work  iron  as  the  lower  tenants  ' 
choose. 

The  carriages  should  each  hold  but  one  person, 
like  an  armchair;  tho   wheels,  16   inches  diame- 
ter would  be  hid;  a  top  like  a  buggy,  which  the  . 
rider  could  raiso,  or  lower  as  they  choose  ;  enough  • 
of  these  chairs  must  be  made,  to  fill  the  wbolo 
road,  united  together  making  an  endless  train,  - 
which  should  be  always  kept  in  motion,  by  sta-  . 
tionary  steam  engines  of  small  power  every  m  ile ; 
the  cars  are  so  fixed  that  they   cannot  turn  over 
nor  get  off  the  track ;  for  passenger  to  get  on  and 
off  the  cars  there  must  be  stairs  in  each  block, 
(or  over  each  cross  street)  where  strong   active 
men  must  be  stationed  to  assist  ladies,  children, : 
and  invalids,   the  speed   would   be  4   or  6   miles 
per  hour,  to  be  determined  by  experience;    every 
time  St.  Pauls  clock  strikes,  it  might  stop  one 
minute,  (if  necessary). 

Although  500  persons  might  be  on  this  road 
at  one  time,  the  weight  is  so  divided  thak 
no  wheel,  nor  any  one  part  of  the  road,  will  have  a 
pressure  of  more  than  lOO  lbs.,  it  can  therefore  be 
built  very  cheap  and  light ;  each  rider  faces  front ' 
and  can  see  both  sides  of  the  street.  It  would  form 
a  beautiful  riding  promenade,  for  ladies  in  full  . 
dress,  with  bonnets  on  or  off.  For  further  infor- 
mation enquire  of  the  same  person  that  in  the 
year  1821  built  the  first  railroad  (in  Boston)  that 
ever  was  built  without  cog  wheels,  when  steam 
was  to  bo  motive  power  ;  and  proved  that  the  ad- 
hesion   of  the  wheels  by  friction  was    enough, 
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witboat  cogs,  to  prevent  wheels  from  slipping  on 
the  rail ;  and  without  which  proof,  no  railroad 
would  have  been  built  for  travelling  to  this  day. 
The  useless  and  expensive  addition  of  cogs  were 
used  in  England  until  a(\er  ray  public  exhibition 
in  Boston. 
May  20.  1854.  Charles  Williams, 

Fallsburg  Ga. 


N«^/r    York  and   Erie  Railroad  FrelKlkt  IjO- 
comotlTeai 

During  the  last  season,  the  friends  of  the  Erie 
road  were  encouraged  with  the  prospect  of  having 
some  60  freight  engines,  of  the  largest  class, 
placed  upon  the  road,  to  enable  it  to  accomodate 
the  freight  business  of  the  present  year.  The 
purchase  of  engines  was  greatly  delayed,  how- 
ever, to  give  the  Company  time  to  prepare  plans 
and  specifications  in  detail  of  what  was  wanted. 
In  the  meantime,  the  cost  of  engines  advanced 
some  S800  or  $1 ,000.  Now,  the  company  have  re- 
ceived about  a  dozen  of  the  expected  "sixty,"  and 
the  deliveries  are  continuuig  at  about  three  a 
month.  •■ 

But  the  kind  of  engine  adopted,  and  of  which 
sixty  are  to  cost  some  $750,000,  and  to  require 
S400,000  a  year  for  expense  of  fuel,  repairs  and 
attendance,  is  not  what  the  friends  of  the  road 
had  a  right  to  expect  it  should  have,  nor  such  as 
its  business  demands.  The  greatest  performance 
of  which  we  have  yet  heard,  as  made  by  any  one 
of  these  engines,  is  that  of  hauling  sixteen  heavily 
loaded  eight-wheel  cars  between  Port  Jervis  and 
Piermont,  and  over  grades  of  60  foet.  The 
weight  of  the  train  was  320  tons,  the  cars  being 
loaded  beyond  their  proper  capacity.  This  is  to 
be  inferred  as  being  the  ultimatum  of  the  Erie 
Railroad  power.  .     . 

As  we  have  often,  and  at  great  length  and  pre- 
cision, explained  the  advantages  of  moving  maxi- 
mum trains,  and  the  important  application  of  the 
doctrine  of  concentrated  power  in  railroad  econo- 
my, we  feel  impelled  to  a  comparison  of  this  per- 
formance with  that  of  the  engioes  of  some  of  the 
Southern  railroads.        *^   > '!i^:-   "   '  .    ^  " -■  ■ 

The  engines  of  the  class  of  the  Number  72, 
upon  the  Baltimore  and  Ohio  Railread,  takes  as 
an  ordinary  load,  upon  similar  grades,  30  cars, 
weighing  in  all,  420  tons,  and  if  worked  to  their 
ultimate  power  will  take  40  cars,  weighing  660 
tons,  of  the  same  grade.  One  of  these  engines 
baa  taken  225  tons  up  a  grade  of  116  feet  per 
mile.  The  curves  of  the  Baltimore  and  Ohio  road 
are  frequent,  and  often  of  shorter  radii  than  on 
the  Erie  road. 

r  The  freight  engines  of  the  Pennsylvania  road 
take  375  tons  as  an  ordinary,  and  450  tons  as  an 
uUimMle  load,  over  60  feet  grades. 

The  new  engines  of  the  Erie  road  are  well 
built,  and  of  exc«llent  stock,  but  are  not  adapted 
tot  the  purpose  intended. 

'•  Our  technical  friends  will  understand  us  when 
we  say  thatin.place  of  the  28  tons  of  adhesion 
of  the  Baltimore  engines  the  Erie  have  but  21 
tons,  while  instead  of  a  22  inch  stroke  and  3^ 
feet  wheel,  the  former  is  20  inches,  and  the  latter 
5  feet  2  inches. — In  fact  the  Erie  freight  engines 
are  better  adapted  for  speed  than  power,  and  as  a 
proof  we  may  instance  one  of  the  number  as  now 
regularly  running  on  the  night  express  train  fVom 
New  York,  and  by  which  we  have  been  drawn. 


in  a  heavy  train,  at  a  good  50  miles  an  hour  on  a 
level. 

The  value  motion  of  the  Erie  engines,  is  the 
"  shifting  link"  with  short  eccentric  rods,  the  ef- 
fect of  which,  changes  the  load  from  1  IGth  to 
7  ICths  of  an  inch  in  changing  the  expansion 
from  full  to  half  stroke.  Any  mechanic  will  recog- 
nize from  this  an  unfavorable  condition  fur  great 
power  and  moderate  speed,  especially  for  an  en- 
gine working  on  60  feet  grades. 

It  is  the  use  of  engines  not  adapted  totho  busi- 
ness and  grades  of  the  Erie  road,  which  imposes 
a  great  annual  expense  for  transportation  upon 
that  work,  and  requires  increased  outlay  for  en- 
gine houses,  turn  tables,  turnouts,  and  for  fixed 
machinery ;  and  which,  more  than  the  actual  busi- 
ness of  the  road,  has  created  the  necessity  for  a  dou- 
ble track.  More  accidents  also  result  in  running 
frequent  trains. 

We  feel  convinced  that  if  the  managers  of  some 
of  our  northern  roads  could  realize  the  economy 
of  eight-wheel  combined  engines  having  a  moder- 
ate length  of  whsel-base  and  great  power,  and 
could  they  become  aware  of  the  manner  in  which 
the  Reading,  and  Pennsylvania  and  the  Baltimore 
and  Ohio  roads  have  turned  the  adaptation  of  such 
engines  to  profitable  account — we  should  see  our 
home  roads  in  a  position  to  carry  freight  at  con- 
siderably lo'.ver  rates. 

The  average  charge  for  moving  freight  on  the 
Western  Railroad  of  Massachusetts  was,  for  1853, 
2.8  cents  per  ton  per  mile.  On  the  New  York  and 
Erie  ro;ui  2.5  cents  per  ton  per  mile.  On  the  Bal- 
timore and  Oliio  road  1.8  cents  per  ton  per  mile. 
On  the  Reading  road  le.ss  than  on  the  Bait,  and 
Ohio  . — The  Pennslvania  road,  not  having  been 
opened,  and  having  been  subjected  to  state  toll 
and  to  working  inclined  planes,  during  last  year, 
has  not  established  results  useful  for  compari- 
son. 


Railroads  Im  Arkansas, 

The  State  of  Arkansas  bids  fair  to  distance  the 
State  of  Missouri  in  the  Railroad  race,  although 
the  latter  had  fairly  started  before  the  former  had 
entered  on  the  course. 

The  Missouri  Pacific  R.  R.  was  commenced  at 
St.  Louis  on  the  4th  of  July,  1851.  On  the  10th 
of  June,  1852,  the  Government  of  the  United 
States  granted  lands  for  two  Railroads  in  Missouri, 
the  sum  of  the  length  of  which  was  about  500 
miles.  During  the  following  winter,  the  Railroad  sys- 
tem of  Missouri  was  determined :  being  5  roads 
and  about  1,200  miles ;  and  on  the  9th  of  Decem- 
ber, 1852,  the  first  locomotive  west  of  Mississippi 
river,  with  its  train  of  passenger  cars,  started  from 
St.  Louis  and  passed  over  the  Pacific  Railroad  to 
near  Cheltenham,  about  five  miles. 

Thus  Missouri  had  fairly  started  on  the  Rail- 
road course  in  1862. 

Then  Arkansas  was  held  bound  by  politicians 
on  the  dirt  road  track. 

On  the  9th  of  February,  1853,  before  the  State 
of  Arkansas  had  commenced  any  practical  opera- 
tions on  any  road,  the  Government  of  the  United 
States  granted  lands  for  one  Railroad  and  two 
branches  in  that  State,  the  sum  of  the  length  of 
which  was  about  GOO  miles.  During  the  past 
year,  public  Railroad  meetings  and  Railroad  con- 
ventions have  been  called  throughout  the  State, 
at  which  speeches  were  made,  information  g.tined, 
etuhusiasm  aroused,  and  resolutions  carried,  by 
which  the  Railroad  system  of  Arkansas  was  de- 
termined ;  being  7  roads,  and  about  1,200  miles; 
and  though  the  State  was  overwhelmed  by  debt, 
the  gallant  spirit  of  her  people  is  giving  and  gain- 
ing means  to  secure  and  speed  the  prosperity  of 
their  Railroad  system.    The  longest  maio  tmnk 


road  in  the  State  is  the  Cairo  and  Fulton.  The 
next  in  importance  are  its  two  branches-the  east- 
ern branch  being  known  by  difJerent  nam«^s,  ac- 
cording to  the  terminus  contcnd<Hl  for  on  the  Mis- 
sissippi, o[>positc  Memphis,  and  at  Helena,  bat 
which  for  convenience  we  will  call  the  Mississippi 
and  Little  Rock  R.  R. ;  the  western  branch  beii  g 
known  as  the  Little  Rock  and  Fort  Smith  R.  R. ; 
which  main  trunk  and  branches  extend  about  600 
miles,  and  are  driven  by  planters  and  counties 
along  their  respective  r<>utes,  aided  by  the  grant 
of  Congress  above  alludjCd  to.  The  fourth  rond  is 
called  the  Mississippi,  Oii.iohita  and  Red  River 
R.  R.,  and  sustains  a  similar  relation  to  South  Ar- 
kansas, that  the  Hannibal  and  St.  Joseph  R.  R. 
does  to  North  Missouri,  running  nearly  due  west. 
Camden  and  Fulton  are  main  points  on  this  road. 
The  fifth  and  sixth  roads  are  branches  of  the  M 
0.  &  R.  R.  road — the  one  running  south  throu"}! 
Union  county  to  the  Louisiana  line,  the  oth'er 
north  to  Little  Rock,  forming  the  links  of  the 
South  Arkansas  iwrtion  of  the  Great  Mi8si.s8ipji 
Valley  R.  R.  from  the  Gulf  of  Mexico  via  the  Inn 
Mountain  of  Missouri  to  the  Falls  of  St.  Anthonv. 
The  seventh  road  is  called  the'Border  Railroad 
and  is  projected  to  connect  with  the  Missouri 
Southwestern  Railroad,  near  Springfield,  and  with 
the  New  Orleans,  Opelousas  &  Great  Western 
Railroad  of  Louisiana,  near  Shrevefwrt.  These 
four  last  mentioned  roads  are  together  about  the 
same  length  as  the  first  three,  viz;  600  miles;  the 
whole  system  of  Railroads  in  Arkansas  including 
as  above  stated  about  1,200  miles.  The  first  GOO 
miles  are  provided  witit  grants  of  land  by  Con- 
gress. The  last  600  miles  is  in  a  fair  way  of  being 
provided  for  by  similar  grants;  which,  when  done, 
will  furnish  Arkans.is  with  grants  of  laud  for  700 
miles  of  Railro.id-i  more  than  Missouri  has  been, 
or,  from  present  apjH?aiances,  is  likely  to  be  fur- 
nished with,  although  Arkan.sas  has  already  re- 
ceived grants  of  raoro  land  from  Congress  than 
Missouri  has,  and  although  the  State  of  Missouri 
conUins  over  8,000,000  acres  m.ire  than  the  State 
of  Ai  kansas,  and  although  the  Government  of  the 
United  Slal.'s  still  holds  nearly  7,000,000  acres 
more  in  Missouri  than  in  Arkansas. —  Western 
JourHal. 


Railroads  onHlsaouri. 

The  Railroads  under  construction  and  projected 
in  Missouri  are  as  follows:      ;^  "  -;  —  •-, . 

1.  Pacific  to  Kansas,  distanci,*  say 800  miles. 

2.  St  Louis  ami  Iron  mountain ..... .   80      " 

3.  St.  Louis  and  South  Western 300      " 

4.  North  Missouri 260      " 

5.  Hannibal  and  St.  Joseph 200      " 

G.  Weston  and  St,  Lonis 200     **  .. 

In  »" 1330  mile!". 

Estimating   hem  to  cost  S26,O00  a  mile,  would 
require  the  sum  of  $33,750 .OtX>. 

Evan^villr,  Indianapolis  and  CieTcland   8' 

!••  R«  R« 

Oliver  H.  Smith,  "Willard  CarpenU-r,  Franklin 
Hardin,  James  W.  Cockrum,  John  Love,  Jeremiah 
Smith,  Henry  D.  AHis,  Alexander  Leslie,  James 
Crosby,  John  H.  Johnson,  and  William  Mason, 
have  been  elected  Directors  of  the  above  Railroad 
Company.  Oliver  H.  Smith  was  unanimously  elect- 
ed Presidetit;  Willard  Carpen:«r,  Vice  President  j 
James  Greene,  Secretary  and  Troa.«;urer,  and  Hen- 
ry C.  Moere  Chief  Engineer. 

Old  Railroad    iron  For  Sale. 

ABOU'l  260  TONS,  mostly  »vbole  bars,  flat  iron 
of  superior  quality.  Deliverable  at  Ports- 
mouth Va.  as  fast  as  it  can  be  hauled.  Imme- 
diate oflers  are  invited,  addressed  to 

L    0.  B    BRANCH,  President  R.  &  Q.  R.  B. 

Releigh  N.  Carolina, 
None  but  the  accepted   offer  will  be  applied  to. 
8t.22 

.']';■':> ^-';;   ;'■■•.  -'-■  ■.•'"■_ '  •      ' 


d50 


AMERICAN    RAILROAD    JOURNAL.. 


SURVEYORS  &  ENGINEERS. 

ALBERT  COOK  &  CO. 

'1.9  John  Street, 
NEW  YORK. 


HAVE,  in  connection  with  tlicir Optical  and  Matlicmatiral  im- 
portations, established  .1  Manufactory  of  Surveying  Instru- 
ment*. Employing  an  experiencetl  Engineer,  and  the  best  of 
German  mechanics,  their  instruments  will  give  fkiU  satisfhction. 


James  W.  Hooker, 
COMMISSION  3IERCHANT, 

AGRICULTURAL   WAREHOUSE, 
AND  MACHINERY  DEPOT, 
'  ■    No.  30  Lloyd  Street,  Buffalo,  N.  V. 
Coiamission  dealer  in  Portable  and  Stationarj-  Eneine^,  Iron 
Planers,  Lathes,  Universal  Chucks,  Belting,  Oils,  Rubber  Pack 
ing  and  Ilose  Scales,  Safes,  Mill  Stones,  and  Machinerj'  general- 
ly.    Post  paid  letters  will  receive  prompt  attrntioa         'J2tf 


STEEL. 

Shortridg^e,  Howell  &  Jessop, 

HARTFORD  STEEL  WORKS, 
SHEFFIELD,  ENGLAND, 

HAVE  contantlv  on  hand  at  24  Cliff  St.,  New 
York— 
CAST  STEEL -i\o\i\>\(;  Refine.1  and  Extra,  Square,  Flat  and 
da  liest  Warraiilid        do.      do.         [Octagon. 

SHEAR  STEEL— Biyat  ilouble  and  suigle,  Warrmited. 
MACHINERY  STEEL— Roam]  assorted. 
SHEET  STEEL— {'>r  Saws  and  oUier  purposes,  1st  and  2d 
GERM  AX  STEEL— m'fxirteii  aizi^.  (fjuality. 

SPRIXU  STEEL— UtT  Railway  and  Carriage  purposes,  Ist 

[and  2d  ijuality. 

BLISTER  STEEL— Genuine  ( L),  '■  Sykes",  and  other  goo<l 

BLADE  STEEL— {.jT  Cutlery  purposes.  [stamps. 

All  ofwiiich  are  ffuaranreed  to  be  equal  to  any  other  make, 

and  offered  for  sale  on  the  most  favorable  terms,  by 

ly22  DUNCAN  LITTLEJOHN,  Agent. 


Sewall  &  crehore 

CIVIL  ENOINEER.S,     ' 
ST.  PAUL,  MINESOTA. 

Joseph  S.  Sew^^ll.  Chis.  Fkbd.  Ckeuore. 


Lyon's  Tables  of  Cubic  Con- 
tents, Etc. 

These  valuable  tables  are  of  great  assistance  in  obtaining  the 
cubic  contents  of  excavations  and  embankments.  Table  1. 
give*  correct  mean  lieighta  of  cross  sections  with  either  two  or 
three  cuttings  taken.  Table  2.  finds  the  cubic  contents,  having 
the  mean  heights  at  each  end  of  the  section  to  be  calculated 
given.  The.se  tables  |iosso48  advantages  in  l>eing  applicable  to 
every  variety  of  bases  and  side  slojies.  Engineer.-t  and  others 
may  obtain  them  by  applicatir>n  at  the  American  Railroad  Jour- 
nal office,  9  Spruce  Street,  Xew  York,  by  mail  or  otherwise.— 
Price  $1,50.  21. tf 


Railroad  Iron. 

Pir\ri  TOXS,  best  English  make,  67  lbs.  per  lineal  yard,  now 
UKJKJ  \n  jwrt.     For  Sale  by 

THEODORE  DEHON.  26>i  Broadway. 
Contracts  made  as  above  for  Rails  delivered  at  any  English  or 
American  port  at  lowest  rates  and  customary  credits.  21. 5t 

Notice  to  Contractors. 


^?S?  .^B  -^^  ^mt  I  II  i  I  N  UTWn  nWTfffflWn  '  h-i-4-u^i^-mjw  > 
^bKZ  ^Mi  ^^B  ^^m  r]]fflfflcdm!aaMlj  [^jUjgffl&lamJm  frnJ^BMitfflJJ^'l 

PROPOSALS  will  be  received  at  the  office  of 
the  North  Western  Railroad  Co.,  in  Butler, 
Butler  Co.,  Pennsylvania,  until  the  7th  of  June, 
1854,  inclusive,  for  the  grading  and  masonry  of 
that  portion  of  the  North  Western  Railroad,  ex- 
tending from  Blairsville  to  Frecport,  a  distance 
of  35  miles,  comprising  some  heavy  excavations, 
bridging  and  two  tunnels  varying  from  1000  to 
1400  ft^ot  each.  Plana  profiles  and  specifications 
will  be  ready  f«r  examination  on  and  after  the 
29th  inst.,  at  the  Engineer's  OflScc,  in  Blairsville, — 
Indiana  County,  and  Butler. 

This  line  offers  superior  advantages  to  Contrac- 
tors, the  country  being  healthy  and  easy  of  ac- 
cess, and  provisions  very  cheap. 

At  the  same  time  and  place,  some  of  the  heavy 
sections  between  Freeport  and  Butler  and  west  of 
Butler  will  be  offered  for  letting. 

Malonb,  Painter,  Clark  &  GIoxder. 
2t.21 


D.  Mitchell,  Jr., 

Chief  Engineer  Pittsburgh  and  Steubenville,  and  Charticrs  Valley 
Railroads,  Pittsburg,  Pa. 


Samnel  Mc  Elroy, 

Assistant  Engineer,  New  York  Navy  Yar<l. 

Cliarles  B.  Stnart, 

Civil  Engineer,  New  York. 


Edward  W.  Serrell, 

Civil  Engineer,  157  Broadway,  Xew  York. 


ti^       ENUlXEKItS 
inllNSTKU.M  K.VTS. 


AXn   SUKVEY()I!.<' 

M.\l>i;    BY 

Edmund    Draper, 

Surviving  partner  of 
STANCLIFFE   ^  DRAPER, 


No.  22  Pear  Street, 
near  Third  St., 


below  Walnut, 
I  PHILADELPHIA. 


MONTREAL  &  NEW  YORK 

AND 

Plattsbur^h  and  Montreal 

RAILROADS. 

13*  Open  through  from  Plattsburgh  to  Montreal.,^ 

Passenger  Trains  leave  Montreal  for  Plattsburg  at  6  30  a.m 
and  5  p.m.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattsburg  for  Montreal  7.30  a.m.  and  4  p.m.,  arrive  a 
10  a.m.  and  6.50  p.m. 

Trains  coniiet  at  Montreal  with  Steamers  for  Quebec,  and  the 
St  Lawrence  and  Atlantic  Railroad  for  Sherbrooke  and  inter 
mediate  statioa 

Trains  connect  at  Mooers  Junction  with  Northern  (Ogdens- 
burgh)  Railroad  for  Ogdensburgh  and  Lake  Ontario  Steamers  for 
Lewiston,  Niagara  Fails  and  Upper  Conadia,  and  all  ports  on  the 
Western  Lakes. 

Trains  connect  at  Plattsburgh  by  Steamer  to  Burlington  with 
Rutland  and  Rurlington  Railroad  and  connecting  lines  fur  Troy, 
Albany,  New  York  and  Boston,  and  all  intermediate  stations. 
Also  with  steamers  for  Whitehall  to  the  Saratoga  and  Washing- 
ton Railroad,  and  connecting  lines  of  road  to  Troy,  Albany  and 
New  Yoik. 

Pa-ssengers  will  And  this  route  uneaquelled  for  comfor  and 
dispatch,  and  attended  with  lessf  atigue  and  dely  than  any  other. 
It  possesses  moreover  the  advantage  of  a  short  Ferriage  of  only 
fifteen  minutes  across  the  River  St  Lawrence  at  Caughnawaga, 
which  has  never  been  known  to  freeze,  and  can  be  conHdeiitly 
relied  upon  at  all  seasons  of  the  year. 

il9*Frieglit  Tarins  run  daily  each  way. 

For  particulars  see  Frieght  and  Passenger  Tarift 

Baooaob  checked  through. 

H.  W.  NELSON,  Snperinten  lent 


Notice  to  Contractors. 


Railroad  Iron. 

THE  "  Montour  Iron  Conif>any  "  is  prepared  to  execute  or 
ders  for  Rails  of  the  usual  patterns  and  weights,  and  of 
any  required  length  not  exceeding  30  feet  per  rail. 

Apply  to  ,.  THOS.  CHAMBERS, 

September,  1850.  *  •  President 


Notice  to  Bridge  Builders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Works 
of  the  Huntingdon  and  Broad  Top  Railroad. — 
Plans  and  specifications  will  be  ezibited  at  the  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  AV.  MIFFLIN  C.  Engineer 
Huntingdon  May  6  1854,  4t 

To  Contractors. 

PHILADELPHIA,  WILMINGTON  AND  BAL 
TIMORE  RAILROAD  OFFICE.— Philadei,phia, 
April  21st,  1854.— PROPOSALS  will  be  received 
at  this  office  until  May  25th,  1854,  for  driving  the 
piles,  protecting  the  foundations,  and  for  the  Ma- 
sonry above  and  under  watei,  of  the  proposed 
Bridge  across  the  Susquehanna  River  at  Havre- 
de-Grace,  Maryland. 

Also,  for  the  Qrading  and  Masonry  of  the  new 
location  of  the  Road  adjoining  the  Bridge,  and  ol 
the  Port  Deposit  Branch  Railroad. 

Plans,  profiles  ond  specifications  may  be  seen  at 
the  Engineer's  Office,  in  Havre-de-Grace. 

S.  M.  FELTON, 

17,4t  ,  Pres.  P.  W.  and  B.  R.  R. 


AND^ 


Office  of   the   Vicksbirg,   Shreveport 
Texas  Railroad  Company, 
Monroe  La.,  March  8/A,  1854. 

SEALED  PROPOSALS  will  be  received  at  this 
office  until  the  1st  day  of  June  next,  at  2 
o'clock  p.  M.,  for  clearing  and  grading  the  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  pari.sh  of  Madison — a  distance  of 
about  twenty  miles ;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  paiish  of  Caddo — a  dis- 
tance of  about  twenty  miles  ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  miles,  begin- 
ing  at  the  Ouachita  river  and  running  west,  in  the 
parish  of  Ouachita. 

Bids  may  be  made  for  the  sections,  or  any  portion 
thereof,  not  less  than  one  mile,  and  those  propos- 
ing to  take  stock  of  the  company  in  part  payment, 
will  be  most  favorably  considered.  The  lines, 
plans,  profiles  and  quantities  of  work,  together 
with  the  specifications,  are  now  ready  for  exami- 
nation in  the  office  of  the  company.  Payments 
in  the  proportion  of  four-fifths  of  the  amounts  due 
will  be  made  at  the  end  of  each  month  or  quarter, 
as  may  be  agreed  on,  during  the  progress  of  the 
work. 

The  company  reserves  the  right  to  accept  such  , 
proposals   as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract,  or  to  reject  all   if  none  are  sati.v 
factory. 

F'.irther  information  may  be  obtained  from  the 
undersigned.  . 

N.  D.  COLEMAN. 

..-      .  ■.,  .      :    ■'.  President. 

P.  J.  TOURNADRE, 

'-,•■  ••■■.'.'•■  Chief  Engineer. 


ICailroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union.  .,■*:■. 

MORRIS  &  COHNERT,      " 
'    •.'..  European,  American  Employment  Office, 

287  Broadway,  comer  Reade-st. 
Sm*10     Under  the  Irving  House,  New  York. 

N.  York  and  .^.  Haren  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commenctng  Monday,  May  9, 1854. 


TRAINS 

7  A.  M. 


8  A.  M.-: 


TO  WBW  TORK. 

Special,  from  Port 
Chei^tcr. 

Commutation  from 
New  Haven. 
A  ccommodation  fin 
New  Haven. 
Accommodation  frn 
New  Haven. 
Express  fVom  New 
Haven,  Stopping  at 
Bridgejiort,      Nor- 
walk  and  Stamford. 
Ronton       Express, 
stopping  at  Bridge- 
port, Nor  walk  and 
Stamford. 
Special,  from  Port 
Chester. 

Accommodation  ftn 
New  Haven. 
Bostoti  Express, 
8topi>ing  at  Bridge- 
|>ort,  Nor  walk  and 
Stamford. 

OEOROE  W.  WHISTLER,  Jr.,  gupt 
New  Haven,  May,  1864. 

Edge  Tools. 

THE  Underbill  Edge  Tool  Company  manufacture  from  the 
best  of  Steel,  and  Warrant  everj-  variety  of  Edge  Tools  for 
the  New  England,  Southern  and  Western  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  constantly  kiept  on 
hand  at  their  Warehouse,  53  Kilby  street,  Boston. 
J>ocember  18, 1862.  WM.  &  SAMFSON,  Acwt 


9.10  AM. 

11.30  A.M. 

3-00  P.M. 

400  P.M. 

6.00  P.M. 

6.35  P.M. 

6.30  P.M. 

rROM  NEW  TORK.  TRAIB8 

— Accommodation  to;5.30  A.M.— 

New  Haven. 

Express  for  Boston,  5.00  AM.— 1 

stopping  at  Stam 

ford    and    Bridge-  6.15  A.H.— . 

port 

Special     for    Port  8.15  A.M.— 

Chester.  ' 

— Accommodation  for'9.35  A.M. — '. 

New  Haven.  j 

— Express    for    New 

Haven,  stopping  atj 

Stamford,  Norwalk  lOT  P.M.— 

and  Bridgeport      [ 
— Accommodation  for 

New  Havea 
-Express for  Bo6ton,'400  P.M.— i 

stopping  at  N.  Ha- 
ven. 1400  P.M.— 
— Commutation  for  N. ' 

Havea  9.30  P.M.— 

—Special     for    Port 

Chester. 


:'e^^ 


■J-< 
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JNew  York  and  £rie  U.  K. 


Notice  to  Contractors. 


m 


PASSENGER  TBAINS 

leave  Fier  fbot  of  Duaoe  street, 

w  follows,  viz : — 


Buffalo  Express,  at  6  a.  m.  for  Buffalo  direct,  without 
cbangii  of  baggage  or  care. 
Dunkirk  Express,  at  7.  a.  tnf  for  Dunkirk. 

Mail,  at  SJi  a.  m.  for  Dunkirk  ami  Buflhio,  and  intermediate 
stations. 

Wat  Express,  at  12it  p.  m.  for  Dunkirk. 
Rockland  Passengers,  at  3.  30  B-  m.,  (from  f<x)t  of  Chamers 
Street)  via  PiernKuit,  for  Sufl'crn  and  intermediate  stations. 

Wat  Passenqer,  at  4  p.  m.,  for  Otis\-iIlc,  and  intermediate 
stations. 

NiOHT  Express,  at  6  p.  m.  for  Dunkirk  and  BuflUo. 

Emigrant  at  6  p.  m. 

On  Sunday.^  only  one  Express  Train — at  6  p.m. 

These  Express  Trains  connect  at  Buffalo  with  first-class 
splendid  Steamers  on  Lake  Erie  for  all  porte  on  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Chicago,  etc. 

DC.  McCALLOr,  General  Supit 


Great  Western  Mail  Route. 

SIXTY  MILES  DISTANCE  SAVED  TO  CHICAGO  AND 
ST.  LOUIS.  THE  MICHIGAN  SOUTHERN  AND 
NORTHERN  INDIANA  RAILROAD  LINE,  carrying  the 
Great  Western  United  States  Through  Mail,  have  the  following 
staunch  flrst-claas  Steamers  running  on  Lake  Erie  In  connection 
with  the  NEW  YORK  AND  ERIE  RAILROAD  from  Dunkirk, 
touching  at  Cleveland,  and  connecting  with  their  Road  at  To- 
ledo, and  connecting  directly  with  the  CHICAGO  AND  ROCK 
Island  KAILROADS  at  Chicago,  in  the  same  Depot,  thus 
forming  a  Daily  Line  lor  Passengers  aid  Freight  from  New 
York  to  the  Mississippi  River.  NIAGARA,  Capt.  Miller; 
EMPIRE,  Capt.  .Mitchell ;  KEYSTONE  STATE,  Capt.  Rich- 
ards ;  LOUISIANA,  Capt.  DavenporL  Also 
A  DAILY  LINE  FROM  BUFFALO  DIRECT  TO  MONROE, 
by  those  well-known  magniticcut  Floating  Palace:',  EMPIRE 
STATE.  J.  Wilson,  Commander,  leaves  tiuSalo  Mondays  and 
Thursdays;  SOUTHERN  MICHIGAN,  A.  D.  Perkins,  Com- 
mander, leaves  Buflalo  Tuesdays  and  Fridays ;  NORTHERN 
INDIANA,  I.  T.  Pheatt,  Commander,  kiavoa  Buffalo  Wednes- 
days and  Saturdays. 

One  of  tlie  above  splendid  Steamers  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'clock,  P.  hL  every  day,  <ex- 
cept  Sundays)  and  run  direct  through  to  Monroe  without  landing, 
in  14  hours,  where  the  LIGHTNING  EXPRESS  TRAIN  will 
be  in  waiting  to  take  passengers  direct  to  Chicago  in  8  hours,  ar- 
riving next  evening  after  leaving  Bu&lo. 

Running  time  from  Naw  York  to  Buffalo — 14  hours. 

Running  time  from  Buffalo  to  Monroe 14  hours. 

Running  time  from  Monroe  to  Chicago .  8  hours. 

Total 36  hours. 

Comiecting  at  Chicago  with  a  fine  line  of  Low  Pressure  Steam- 
boats to  all  places  north  of  Chicago  to  Green  Bay  ;  also  with 
Chicago  and  Rock  Island  Railroad  to  La  Salle,  and  there  con- 
nect with  Illinois  River  Line  of  Steamboats,  or  Express  Trains 
of  ILLINOIS  CENTRAL  AND  CHICAGO  AND  MISSIS 
SIPPI  RAILROADS,  or  connecting  at  Rock  Island  with  reg 
ular  line  of  steamers  for  all  points  above  and  below,  making 
the  cheapest  and  most  direct  Route  to  St.  Loui?,  Ro:k  Island, 
Minnesota,  and  the  Great  West. 

The  AMERICAN  LAKE  SHORE  RAILROADS  from  Buf- 
falo and  Dunkirk  connect  with  this  Une  at  To.edo,  forming  the 
only  direct  and  continuous  line  of  Railroads  from  the  Atlantic 
Seaboard  to  the  Valley  of  the  Mississippi. 

Running  time  to  Chicago,  36  hours  ;  to  St.  Louis,  56  hours 
FOUR  DAILY  TRAINS  by  Railroad  all  the  way. 
TWO  DAILY  LINES  by  Steamers  on  Lake  Erie. 

Thus  the  Traveller  and  Shipper  can  see  at  a  glance  that  no 
other  Line  can  enter  the  lists  as  competitors. 

Passengers  Ticketed  Through  from  New  York  with  privilege 
of  stopping  over  at  any  point  on  the  route,  and  resuming  seats 
at  leisure,  cither  by  the  New  York  and  Erie  Railroad,  via  Dun- 
kirk, New  York  and  Erie  and  Buflalo  and  New  York  City 
Railroad  via  Buffalo  :  People's  Line  of  Steamboats,  Hudson  Riv- 
er or  Harlem  and  New  York  Central  Railroads,  via  Albany  and 
Buffolo. 

For  any  further  information,  Through  Tickets,  or  Freight,  ap- 
ply at  the  Company's  Office,  No.  193  Broadway,  comer  of  Dey 
ft,  N.  Y.,  to  JOHN  F.  PORTER,  General  Agent,  or 

L.  P.  DUNTON,  Ticket  Agent. 


Notice  to  Contractors. 


PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  either  in  whole 
or  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis- 
sissippi, about  97  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  nest.  Proposals  for  the  entire  construc- 
tion and  equipment,  and  otherwise  as  favorable, 
will  have  preference.  Profiles  and  estimates  of 
the  first  60  miles  may  be  seen  on  application  at 
the  Eogineer's  Office  in  Memphis.  Bidders  must 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

Chief  Engineer. 
May  4tb,  1854. 


Proposals  will  be  received  for  all  the  heavy  work 
on  the  Blue  Ridge  Rail  Road,  South  Carolina; 
Blue  Ridge  Rail  Road,  Georgia  :  Tennessee  River 
Rail  Road,  North  Carolina;  Knoxville  and  Char- 
leston Raul  Road  Tennessee.  The  above  lines  of 
rail-way  are  consolidated  and  under  the  manage- 
ment of  one  Company,  Extending  from  Anderson 
South  Carolina,  viaClayton,Georgia,FrankliuNorth 
Carolina,  to  Knoxville  Tennessee,  a  distance  of  194 
miles.  That  part  of  the  road  from  Anderson  South 
Carolina,  to  the  Turniptop  Mountain,  a  distance  of 
40  miles  is  principally  earth  excavation,  of  about 
equal  quantities  of  cut  and  fill,  with  several  bridg- 
es. From  the  Turniptop  Mountain  to  the  Rabun 
Gap,  a  distance  of  24  miles,  the  work  is  very 
heavy,  there  being  on  the  line  one  tunnel  of  6800 
feet,  one  of  1400  feet,  and  one  of  400  feet  in  length ; 
a  suspension  bridge  across  the  Chatnga  River  500 
feet  long,  with  some  very  heavy  earth  and  rock 
cuts.  The  rock  in  the  Tunnels  is  gneiss  stratified. 
From  the  Rabun  Gap  to  twenty  miles  below  Frank- 
lin, a  distance  of  50  miles,  the  line  follows  down 
the  Tennessee  River ;  the  class  of  work  is  princi- 
pally side  bill  evcavation,  some  of  which  is  rock ; 
their  will  also  be  several  bridges.  From  the 
point  20  miles  below  Franklin  to  Hardens,  a 
distance  of  35  miles,  the  line  follows  the  Tennessee 
River  the  entire  distance,  causing  heavy  side  rock 
excavations.  On  this  portion  of  the  line  will  be 
several  expensive  bridges,  and  a  tunnel  of  about 
1000  feet.  From  Hardens  to  Knoxville,  a  distance 
of  45  miles,  the  line  follows  the  river  about  eight 
miles,  then  leaves  it,  running  across  the  Chilhona 
mountains  almost  a  north  line  to  Knoxville  ;  this 
portion  of  the  road  is  heavy  work,  with  about 
equal  quantities  of  cut  and  fill,  an  expensive  bridge 
1000  feet  long  and  45  feet  high,  crossing  the  Hols- 
ton  River  at  Knoxville.  The  character  of  the 
rock  from  Knoxville  to  Hardens  is  limestone,  and 
from  Hardens  to  Franklin  gneiss  rock  stratified, 
and  from  Franklin  to  Anderson,  stratified  sandstone 
and  gneiss  rock.  The  character  of  the  earth  is 
sandy  and  clay  loam.  The  line  for  the  whole  dis- 
tance runs  through  high  table  lands,  well  settled, 
remarkable  for  its  health,  good  water  and  ample 
resources  for  subsistence.  The  above  line  of  rail- 
way offers  great  inducements  to  experienced  con- 
tractors. The  undersigned  will  be  prepared  to  re- 
ceive proposals  and  enter  into  contracts  for  the 
graduation,  bridging,  tunneling  and  masonry  for 
the  heavy  portion  of  the  line,  from  and  afler  the 
1st  day  of  May  next,  at  Knoxville  Tennessee, 
Franklin  North  Carolina,  and  Pendleton  South 
Carolina,  and  will  continue  at  such  places,  until  the 
same  is  under  contract.  Profiles  and  maps  of  ap 
proximate  location  can  be  seen  at  each  of  the  above 
places  aAicr  the  1st  day  of  May.  Proposals  are 
asked  with'cash  payments,  also  eighty  per  cent  cash 
and  twenty  per  cent  in  the  Capital  Stocks  or 
Bonds  of  the  Company.  All  communications  prior 
to  may  1st  must  be  addressed  at  Pendleton  South 
Carolina. 
4,13  ANSON  BANGS  &  Co. 

To  Contractors.  ;  = 

The  Virginia  Central  Railroad  Co.  proposes  to 
contract  for  taking  up  abont  36  rails  of  super- 
structure now  laid  with  the  strap  rail,  and  relay- 
ing with  a  heavy  rail,  the  contractor  furnishing  ev- 
ery thing  except  the  ties  which  will  be  distribu- 
ted by  the  company. 

Sealed  propospals  will  be  received  at  the  office 
of  the  company  in  Richmond,  until  the  24th  day 
of  May  next,  at  9  o'clock. 

The"  Rail  to  be  used  must  weigh  from  65  to 60 
lbs.  to  the  yard.  Payments  to  be  60  per  cent, 
cash,  and  50  per  cent,  in  the  Bonds  of  the  com- 
pany running  30  years,  and  secured  by  a  mort- 
gage on  the  whole  property  of  the  company. 

Specifications  may  be  obtained  at  the  Engineer's 
office  at  Richmond,  afler  the  10th  day  of  May. 
CHARLES  ELLET,  Jr. 
Chief  Engineer. 

April  26th  1854.  3U8 


To  Contractors. 


PACIFIC  RAILROAD  OF  MISSOURI 

THIRD   AND   FOURTH    DIVI8IOKS.  i 

IT  is  intended  to  make  contract  for  the  third  di- 
visions of  this  road,  (extending  from  the  Mis- 
souri river  at  Jefferson  City,  passing  near  George- 
town and  Warrcnsburgh,  to  the  Missouri  river  near 
Independence,  about  160  miles.)  so  soon  after  the 
first  of  May  next,  as  satisfactory  proposals  shall  be 
made. 

Contract  will  be  made  for  the  whole  now  offer- 
ered,  or  such  parts  as  particular  contractors  may 
select  in  form  and  quantity  to  suit  the  interests  of 
the  company.  Proposals  are  asked  for  by  ihe  cu- 
bic yard,  with  cash  payments ;  but  contractors 
may,  if  they  desire,  accompany  their  offer  with 
proposals  for  two  thirds  cash  and  one  third  in 
county  and  railroad  mortgage  bonds  or  other  se- 
curities. 

Profiles  and  maps  of  approximate  location  can 
be  seen  after  first  of  April  next  at  Pacific  Railroad 
Office,  in  St.  Louis,  and  any  information  will  be 
given  on  application  to  the  Engineer. 

The  first  division  of  this  road  is  now  in  opera- 
tion ;  the  second  division  to  JefTorson  City  under 
present  course  of  construction. 

The  third  and  fourth  divisions  now  offered  pass 
over  a  high,  rolling  mixed  prairie  and  timbered 
country,  and  for  healtbfuluess  and   supply  of  pio- 
visions  will  compare  favorably  with  any  part  o 
the  west.  THOS.  ALLEN,  Pres. 

Thos.  S.  O'Sulli van.  Chief  Eng. 

Pacific  R.R.  Office,  St^  Lonis,  Feb.  1854. 

To  Chief  £ngrineers.        - 

A  Gentleman  who  has  had  some  £it;lit  yoar^  Experience  in 
construction  of  various  Eastern  and  Western  Railroads  des- 
ires a  situation  as  Resident  Engineer  upon  some  railway  in  Ui« 
United  States.  The  best  of  refetvnces  as  to  Capability  and  Ef- 
ficiency can  be  furnished.  Address  B.  care  of  Jolin  Palmer  laq. 
East  Cambridge,  Mass.  17  tf 


For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY  etc.,  St  L«w 
rence  County,  N.  Y.— This  well  known  establishment,  hav- 
ing attached  to  it  a  large  and  complete  Casting  House  bikI  Ma- 
chine Shop,  with  ample  accommodations  fi)r  workmen,  aixl  eve- 
rj'  convenience  neceasar)'  to  the  the  prosecution  of  an  extensile 
business,  together  with  valuable  Iron  Miiu-s  and  ^fimng  Biglitx, 
also  Timber  Lands,  is  oflered  for  saJe  by  the  proprietor,  who  re- 
tires from  the  business.  The  capacity  of  tlie  Kossie  Furnace 
for  making  imo,  is  believed  to  be  unsurpassed  by  any  charcoal 
Furnace  in  the  country,  having  repeatedly  run  up  to  fourteen 
tons  per  day,  with  55  to  60  per  cent  jield  from  ores — specaikr 
red  oxides— coal,  per  ton,  100  bu-shels.  The  same  has  bMB  ki 
uninterrupted  operation  for  over  twenty  years,  and  the  repota- 
tion  of  its  iron  \i  established  throughout  tlie  West  The  location 
of  these  works  is  in  the  village  and  town  of  RosKie,  county  of  St 
Lawrence,  N.  Y.,  six  miles  fl-om  the  River  St  Lawrence,  and 
connected  therewith  by  a  jilank  road.  Their  cost,  apwt  from 
premises  and  water  power,  has  involved  an  expenditure  of  over 
$100,000,  and  their  present  efficiency,  in  every  respect,  is  con- 
sidered MiiexceptioDable.  For  further  information  apply  to  D. 
W.  Baldwin,  Agent,  at  the  works,  or  to  the  undersigned. 

a.  PARISH 
Ogdansburgh,  N.  T.,  April,  1853.  15,3ni* 

S  SEYMOUR  MORTON  &  CO.  GENERAL  R.  R. 
•  AGENCY,  Office,  MetropoliUn  Bank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  persons  desiring  to  invest, 
the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  vear« 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chjurs,  spikes,  switch  irons,  Sic.,  &c. 
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Railroad  Iron. 

THE  Dndcrsigiicd,  Ajrciits  fur  the  .Mumaacturcrs,  are  i.ie 
pareU  tu  contract  to  deliver  freo  on  board  at  .shipping  \x>na 
Ui  £(igland,  or  at  ports  of  dis^cliurgc  in  the  United  States,  fiaiU 
of  uupcrior  (inality,  and  of  weight  or  pattern  us  may  he  required. 

VOSE,  PBRKINS  4,  CO  , 
New  York,  June  1,  1851. U  3<iiith  William  atreeU 

Important  to  Hallway  Co'^s. 

A  GREAT  iinpri)vi>mcnt  lias  recently  been  perfoctiKl  in  the 
manufacture  of  l>unipin<;  Uravel  Oars  by  which  the  coeit  U 
materially  le:jsened  and  the  .'Strength  and  durability  much  in- 
crca.sed. 

We  have  aocnrcJ  the  right  to  manuractiire  those  hnproveil 
Cani  aiid  can  supply  them  at  prices  ten  |>er  cent,  lower  Ihim  the 
ordinary  kind. 

Orders  directed  to  the  UaiuUtou  Ciir  Co.,  Ilainilton,  Ohio, 
will  receive  prompt  atteutioa 

South-western    Car  Shops, 

MadisoD,  Indiana. 

THE  subscriber  is  prepared  to  execute  orders 
at   short  notice,  for  all  kinds  of  Passenger, 
Freight  and  other  descriptions  of  Railroad  Cars. 

Work  delivered  at  any  point  accessible  by  rail- 
road, or  by  the  Ohio  an<l  Mississippi  rivers. 

Facilities  for  transportation,  enable  the  subscri- 
ber to  afford  peculiar  advantages  to  Companies 
requiring  work  delivered  in  the  South  and  West, 

W.  CLOUGH. 
Refer  to 
Jno.  Brough,  Esq.  Wis^r.ow,  L.inier  &  Co. 

feb.18.  Im. 


Ontario,  Slnicoe  &  Huron  R.R. 

CANADA. 

THIS  road  opene<l  in  May  la^t  to  Lake  Simcoe  i«  expected  to 
be  conipletetl  to  the  Oeorgi.m  Day,  Lake  Huron  a 
distaoco  of  9G  miles  tn  June  next  wtiere  It  Will  form  the  shortCHt 
•ad  most  agreeable  route  to  the  North  Western  States  to  Lake 
llichigan  and  to  the  Mineral  Regions  of  Lake  Sup<^rior. 

At  present  the  Va.isonger  TOiins  leave  Toronto  for  Uarrie  (64 
miles)  daily  at  8  a.in.  and  3.  30  p.ni,,  returning  the  same  day — 
Oi3  the  opening  of  the  navigutiou  a  f<teamer  will  ply  ou  Lake 
Simcoe  in  coniiexion  with  the  Trains  aihl  wiil  convey  iiussengern 
through  Uiat  Lake  and  Lake  Connliicliing  to  Onlla  whence  a 
short  portage  of  eighteen  miles  will  take  thoni  to  the  waters  of 
Lake  Uuron  to  the  Sieiuner  (Kaloolah)  which  runs  to  tlie  Sault 
St.  Murie  and  intermediate  porta  lorniing  the  most  expeditious 
and  agreeable  route  to  the  Slineral  Uegions  of  Lakes  Huron 
Sbd  Suiierior. 

Arrangements  will  be  made  on  tl>e  completion  of  the  road  to 
t  be  Oeorgiau  Bay  lor  a  line  of  tirst  cla.ss  Steamers  to  extend  their 
trips  to  Uie  ports  ou  Lake  &Iicliii(an. 
.  ALFRKD  BRUNKL, 
.  Sui>ttrint(^ndeut. 


MR.  WILLIAM  NAISH,  of  Newport,  Momnoiitlishire  In- 
specter  of  rails,  begs  niont  res|>ccflilly  to  acquaint  impor- 
ters of  rails,  engineers  and  others  coiuiected  with  the  railroads 
of  America,  that  be  .ttillu  contimioa  to  execute  orders  of  iaspcc- 
tion,  throughout  Iho  various  districts  of  South  Wales  and  adja- 
cent Iron  works,  and  confidently  refers  to  the  satisfaction  which 
bis  supervision  has  given  during  tlie  last  ten  year  to  cxi>orters  of 
rails,  a;id  others  below  named  ;  as  a  proof  of  tho  fidelity,  careful- 
ness and  promptitude  of  his  inspections. 

BARING  BRO.  &  CO.,  London. 

PALMER,  McKILLOl',  DENT  &  CO.,  Londoa 

LEWIS  HOPE,  Esq., 

COLLMAN  &  STOHLTERFOHT.  " 

I   Hojf.  JAa  WADSWORTH,  BuUalo  New  York 

JAMES  SPENCE,  Esq.,  Liverpool. 

NAYLOR,  TICKERS  4;  CO.  "  "  IDIy 

C.  Floyd- Jones., 

Division  Engineer  3<1  and  l°2lh  Divisions. 

Illinois  Central  Railroad. 

Vamialia,  IlL 


To  Locomotive  Eng^lne  Buil- 
ders and  £ng^lneers. 

THE  Proprietors  offer  for  rent  for  a  term  6f 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  Now  Orleans,  and  within  300  feet 
of  tho  River,  with  which  it  is  connected  by  fine 
wliarves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1818  at  a  very  heavy  expense* 
are  of  a  most  substantial  .and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  businesd.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
ibr  the  use  of  800  to  1000  workmen. 

Tho  terminus  and  depot  of  tho  New  Orleans, 
Opeloosas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufactuce  of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  alreatly  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  oi)portunity  for  parties  desiring  to 
contract  to  furni.>;li  the  Engines  and  Machinery, — 
for  tho.se  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturem  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,   Pine  Street,  New 
York. 


LiOconiotlTe  Engines  for  Sale. 

ri^WO  first  cla.ss  engines,  adapted  to  a  5  f<-ot, 
JL  gauge,  22  tons  weight,  16  -f-  20  inch  Cylinders, 
and  6)^  and  6  feet  drivers,  built  by  one  of  tho  best 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  office  of  American  Railroad  Journal, 
9  Spruce-st.,  up  stairs. 
Doc.  24- 


Passenger  Cars  for  Sale. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railruad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  2l8t,  1864. 


LocomotlTe  Engines. 

FOR  SALE,  two  Locomotive  Tank  Engines.,  4ft  8>i  la  gauge, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
in  Massachusetts,  aivl  reaily  for  iinme<liate  delivery.  These  en- 
gines are  udmirabi}'  adapted  for  fiist  travel  with  light  passenger 
trains  ;  weight,  13  tons,  with  4  ft.  drivers,  with  leading  and  trail 
w heels  ;  cylinders  \m  in.  by  20,  with  a  »e|>arate  cut-oti  valve. 
Can  l>e  examined  at  the  works  of  the  manufacturer.  Apply  to 
U.  V.  POOR,  Editor  Railroad  Journal,  9  Spruce  St.,  NY.     19tf 

Boiler  and  Tank  Rivets, 
Nuts  and  AVasliers; 

All  Sizes  of 

Itolts  and  Bolt  Ends 

for  Sale  by 
'  BRIDGES  <k  BROTHER, 

04  CuurtlaiHl  St.,  M.  Y. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars, 
adaptfnl  to  Itailroad  purposes,  which  will  besokl  at  a  reas- 
onable |irice.     For  ftirtlier  inlbmiation,  apply  to 

SAMUEL  J.  HAYES, 
;  .  JI.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 

Or  BRIDUKS  &.  BRO., 
19  tf  64  CourtlJind  st.  New  York, 


To  Civil 


Engineers 
vcyors. 


and  Sur- 


TRANSITS,  Level  and  Surveyors  Compasses  Manufactm^J  oo 
*■  the  most  improved  principle  and  of  the  Best  Quality 

by  THOMAS  HUNT, 
No.  63  FlUton  Street, 
UIO*  New  York. 


Notice  To  Contractors. 

Ol'FlCE     OF     THE     VlCKSBURG,     SUBEVEPORT     ANOl 

Texas  Rail  Road  Company      > 
Monroe,  La.,  March  8/fi,  1854.  } 

SE.\LED  PROPOSALS  wil  be  received  at  this 
office  until  the  Ist  day  of  June  next,  at  2 
o'colck  p.  M.,  for  clearing  and  grading  tht  section 
of  road  between  the  Mississippi  river  and  Rich- 
mond, in  the  parish  of  Madison — a  distance  of  a- 
bout  tweny  miles;  also,  for  clearing  and  grading 
the  section  between  the  city  of  Shreveport  and  the 
Texas  State  line,  in  the  parish  of  Caddo — a  dis- 
tance of  about  twenty  miles ;  and,  also,  for  clear- 
ing and  grading  a  section  of  twenty  mile,  begin- 
ning at  the  Ouachita  river  and  running  west,  in 
the  parish  of  Ouachita. 

Bids  may  be  made  for  the  entire  sections,  or  any 
portion  thereof,  not  less  than  one  mile,  and  those 
proposing  to  take  stock  of  the  Company  in  part 
payment,  will  be  most  favorably  considered.  The 
lines,  plans,  profiles  and  quantities  of  work,  togeth- 
er with  the  specifications,  are  now  ready  for  ex- 
amination in  the  office  of  the  Company.  Pay- 
ments in  the  proportion  of  four-fifths  of  the  a- 
mounts  due  will  be  made  at  the  end  of  each  month 
or  quarter,  as  may  be  agreed  on,  during  the  pro- 
gress of  the  work. 

The  company  reserves  the  right  to  accept  such 
proposals  as  in  their  judgment  will  secure  the 
prompt  and  faithful  execution  of  the  work  accor- 
ding to  contract ;  or  to  reject  all  if  none  are  satis- 
factory. 

Further  information  may  be  obtained  from  the 
undersigned. 

N.  D.  COLEMAN, 

President,    , 
P.  J.  TOURNADRE, 

7tl4  die/  Engineer. 


Railroad  Iron. 

X  (Yjn  TONS  T  RAILS,  about  one-half  weighing  69  Iks. 
Of\j\J\f  pur  yard  and  the  remainder  66  lbs.  per  yard  now  is 
t>ond  and  for  ^e  by 

JOHN  H.  HICKS, 
7d  Petfy.    .'         ;    .  .  90  Beaver  street 

Railroad  iron. 

1  O  P\f\  "Tons  Erie  Patteni  Guest  and  Go's  make,  weighing 
X/WC/W  67 >i  lbs.  per  yard,  to  beshipped  from  Wales  in  Ju- 
y  and  August,  for  this  port — for  sale  by 

.   BOOBMAN    JOHNSTON  &  CO., 
June  9,  1863.  90  Broadway,  New  York. 

Brass  Tubes  for   Locomotive 
and  Marine  Boilers. 

'plIE  undersigned  having  been  appointed  Agent  for  Uic  highoi 
■*•  resjiectable  manufacturers  Messrs.  Allen,  Everitt  &  Son  or 
Birmingham,  is  jirepared  to  take  orders,  at  fixed  prices,  lly- 
Brass  Tubes  of  all  diameters,  for  Engines.— Kor  ftirther  particu 
lars  and  uisi>ection  of  patterns,  please  apply  to 

JOHN  H.  HICKS, 
March  1864.  00  Beaver  str.  ~  ' 


DIVIDEND  NOTICE.— Tho  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  thai  date  at 
the  office  of  the  undersigned  on  presentation  of  the 
proper  coupons,  viz : 

The  Bonds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Railroad 
Company  7  per  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,) 
issued  to  the  Uleveland,  Painesvillo  and  Ashtabula 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  Pittsburg,  (Penn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  first  Monday  of  May  next,)  6  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds,  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com  - 
pany  Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  29,  1864. 
WIN8L0W,  LANIER  &  Co.,  No.  62  WaU-»t. 
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Logansport  and  Chicago  Railroad  Company,  as 
President;  Mortimer  M.  BentoL,  Esq.,  President 
of  the  Covington  and  Lexington  Railroad  Compa- 
ny, and  the  Hon.  A.  Boody,  a  Director  in  the  New 
York  Central,  and  other  Railroads,  Vice  Presi- 
dents ;  and  Henry  V.  Poor,  Editorof  the  American 
Railroad  Jonmal,  Secretary. 

M.  M.  Benton,  Esq.,  President  of  the  Covington 
and  Lexington  Railroad  Company,  offered  the  fol 
lowing  resolutions,  which,  aftrr  discussion,  were 
unanimously  adopted,  viz : — 

Resolved,  That  in  view  of  the  enibarrasments- 
under  which  railroad  enterprizes  in  all  parts  of 
the  United  States  now  labor,  occasioned  in  a  ^at 
degree  by  the  onerous  duty  on  railroad  iron, 'and 
that  too  at  a  time  when  the  wants  of  a  redundant 
Treasury  do  not  demand  its  exaction,  it  is  expe- 
dient to  aid  those  enterprizes  with  which  the  trade 
of  the  country,  both  foreign  and  domestic,  is  in- 
timately indentified,  by  a  repeal  of  the  duty  on 
such  iron. 

Resolved  further,  That  Hon.  S.  F.  Vinton,  Presi- 
dent of  the  Toledo  and  Cleveland  Railroad  Com- 
pany ;  Noah  L.  Wilson,  Vice  President  of  the  Mar- 
ietta and  Cincinnati  Railroad  Company ;  John 
Stryker,  Director  in  the  Michigan  Southern  Rail- 
road Company ;  George  Ashman,  of  Springfield, 
Massachusetts ;  and  Henry  V.  Poor,  Editor  of  the 
American  Railroad  Journal,  be,  and  they  are  here- 
by appointed  a  Committee  on  behalf  of  the  Rail- 
Th«  Datjr  on  Railroad  Iron.  ^^^^  Companies  represented  at  this  meeting,  and 

On  the  26th  day  of  February  last,  a  meeting  of  gach  other  companies  as  may  co-operate  with  us 
gentlemen  representing  a  large  number  of  Rail-  in  our  endeavors  to  procure  a  repeal  of  the  duty 
road  Companies  was  held  at  the  Astor  House,  in  on  imported  railroad  iron,  who  are  requested  and 
^, .     ..     "^      ,     .  ,        i      ir   *  »u  1    empowered  to  take  such  measures  for  the  accom- 

this  city,  to  adopt  measures  to  effect  the  removal,  ^^^^^^^^  „<•  thj^  end  as  they  may  deem  expedient 

or  suspension,  of  the  duty  on  railroad  iron.     The  .^^^^  proper;  and  especially  that  by  memorial  or 
proposed  meeting  was  notified   through  the   col-  otherwise,  they  cause  this  subject  to  be  brought 
ums  of  the  Journal.     It  was  designed   to  be  pub- 
lic in  its  character,  and  the  attendance   of  every 
person  within  reach,  interested  in  the  object  of 
the  meeting,  was  solicited.     About  30  companies 


Duty  on  Railroad  Iron 

Harlem  Railroad 

New  Haven  and  New  London  Railroad 

C.  Lancaster's  Railway  Car  Ventilator 

Loui-sville  and  Nashville  Railroad 

Locomotive  Boilers 

Virginia  and  Tennessee  Railroad 

Internal  Communication  in  New  York  C\ip. 

Financial  Condition  of  Louisville 

Journal  of  Railroad  Law 

Prices  of  Locomotives 

North  and  South  Railroad 

Railroad  to  the  Coal  Fields 

BufiTalo  and  Brantford  Railroad 

Buffalo  and  New  York  City  Railroad 

Cincinnati,  Hamilton  and  Dayton  Railroad. 

Proportions  of  Locomotives 

Charlotte  and  S.  Carolina  Railroad 

Interiftr  Railroad 

Elevated  Railroad  on  Broadway 
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before  the  Congress  of  the  United  States  at  as 
early  a  day  as  practicable,  and  that  said  Commit- 
tee be  authorized  to  add  to  their  number  and  to 
fill  vacancies. 

The  following  resolution  was,  ako  offered,  and 


were  represented,  among  them    a    considerable i mjj^jjmQygjy  adopted: 


number,  measured  by  the  extent  and  cost  of  their 
works,  of  the  largest  in  the  country. 

The  proceedings  of  the  meeting,  as  copied  from 
records  made  up  on  that  occasion,  were  as  fol- 
lows ; — 

(copy.) 

"  Pursuant  to  the  notice  which  appeared  in  the 
American  Railroad  Journal  on  the  25th  of  Febru- 
ary. 1854,  a  meeting  was  held  at  the  Astor  House, 
la  the  city  of  New  York,  at  seven  o'clock  on  the 
•vening  of  the  same  day,  to  take  into  considera- 
tion the  removal  of  the  duty  on  railroad  iron. 

The  meeting  was  organized  by  the  choice  of 
Hon.  J.  T.  Elliott,  President  of  the  Cincinnati, 


Resolved,  That  for  the  purpose  of  supplying 
funds  incident  to  the  application  to  Congress  for 
relief,  the  companies  here  represented  respectively 
agree  to  pay  one  hundred  dollars  to  the  Commit- 
tee on  demand,  and  a  fbrther  sum,  equal  to  five 
per  cent.,  on  the  duties  which  may  be  remitted 
by  Congress  on  the  rails  imported,  or  which  may 
be  imported  or  contracted  for,  within  one  year 
from  the  first  of  July  next,  which  sum  shall  be 
paid  to  the  Treasurer  of  said  Committee  on  the 
passage  of  the  law  repealing  such  duties,  provided 
bo«vcver,  that  unless  the  Railroad  Companies  of 
the  United  States,  generally  interested  in  the  re- 
peal of  the  duties  aforesaid,  shall  make  like  con- 
tributioDS,  and  agree  to  pay  the  five  per  cent., 


contingent  upon  tlte  passage  of  the  law  for  said 
repeal,  then  said  advances  shall  be  returned. 

On  motion,  i(  was  ordered  that  the  procedings 
of  the  meeting  be  signed  by  the  officers,  and  that 
copies  of  the  same  be  forwarded  to  such  Railroad 
Companies  as  are  supposed  to  be  interested  in  the 
repeal  of  the  duty  on  railroad  iron. 
On  motion  the  meeting  then  adjourned. 

(Signed)  J.  T.  Elliott,  President.  - 

MM.  Benton,  \  ,r    p„- 
^  A.  BooDY,  \  *■  *^'**- 

•        f-  H.  V.  Pooh,  Secretary. 

The  only  members  of  the  Committee  present  at 
the  above  meeting  were  Messrs.  Wilson  and  Poor. 
Neither  Messrs.  Vinton,  Ashmun,  nor  Stryker  had 
any  notice  of  the  meeting,  nor  knowledge  that  one 
was  to  be  held ;  Mr.  Ashmun  beicg  at  the  time  in 
Massachusetts,  Mr.  Stryker  either  at  Rome  or 
Chicago,  and  Mr.  Vinton  at  Cleveland  or  Wash- 
ington. The  movement  was  one  set  on  foot  en- 
tirely by  the  Railroad  Companies,  who  also  indi- 
cated the  plan  to  be  pursued  to  effect  the  desired 
results,  and  at  the  same  time  took  the  necessary 
measures  to  place  a  reasonable  amount  of  funds 
in  the  hands  of  the  Committee. 

The  irst  step  which  the  Committee  took  after 
getting  together,  which  was  not  till  nearly  one 
month  after  their  appointment,  was  to  secure  the 
co-operation  of  all  the  companies  not  represented 
at  the  first  meeting,  upon  the  basis  proposed.  Ac- 
cordingly, they  uisued  the  following  circular  to  all 
the  Railroad  Companies  supposed  to  b«  interested 
in  the  objectjs  of  the  movement . 

-  *  r* '  New  York  March,  21st  1854.  "' 
Sir  : — In  entering  upon  the  duties  agreeable  to 
appointment  of  the  meeting  of  Railroad  Compan- 
ies held  in  this  City,  the  proceediags  of  which 
were  duly  forwarded  to  your  adress  ;  we  find  it 
necessary  in  the  outset  of  our  proceedings  to  cor- 
respond with  all  the  Railroad  Companies  of  the 
United  States  supposed  to  be  interested,  for  the 
purpose  of  obtaining  acurate  and  reliable  Infor- 
mation, and  of  asc^taiuiug  whether  they  will  co- 
operate with  us,  in  order  that  we  may  know  to 
what  extent  we  may  incur  oblicatiOQs  and  make 
expenditures  in  furtherance  of  our  objects. — 

To  make  provisions  for  the  expenses  unavoida- 
bly incident  to  the  prosecution  of  this  measure,  it 
was  agreed  at  the  meeting,  that  each  company 
coming  into  the  ariangement,  should  advaoce  for 
this  purpose  the  sum  of  one  hundred  dollars ;  and 
that  in  case  of  success,  there  should  be  paid  by 
each  company  to  the  committee  for  the  further  ex- 
penses that  may  be  incurred,  and  as  a  compensa- 
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tion  for  their  time  aud  services,  (in  addiLion  to 
the  above  advaDce,)  five  per  cent  on  the  aniouot 
of  duty  remitted,  or  which  may  be  saved  to  such 
Company,  on  Railroad  iron  heretofore  imported  by 
it,  or  which  it  may  import  «r  cootract  for,  prior 
to  July  1st  1855,  by  the  passage  of  the  law  or  lawa 
repealing,  remitting,  or  suspending  for  a  limited 
time,  the  duty  on  such  iron. — 

If  a  sufficient  number  of  Companies  should  not 
come  into  the  measure,  to  make  it  expedient,  in 
the  opinion  of  the  committe,  for  them  to  under- 
take to  carry  it  into  effect,  then  the  hundred  dol- 
lars advanced,  to  bo  returned  by  them  to  such 
companies  as  shall  have  paid  the  same. — 

We  enclose  a  copy  of  a  Resolution  which  w^e 
sent  to  all  the  Railroad  companies  in  this  interest, 
with  the  request,  that  it  be  offered  for  considera- 
tion to  your  Board,  or  other  proper  authority,  at 
your  earliest  convenience,  and  that  we  be  advised 
of  the  result  and  if  adopted,  that  we  be  furnished 
with  a  certilied  copy  of  the  same. — 

Will  you  also  please  to  furnish  us  with  informa- 
tion on  the  following  points? — The  length  of  your 
Road. — The  number  of  miles  in  operation. — The 
nimiber  of  miles  for  which  Iron  is  to  be  provided. 
— The  weight  of  Rail  to  be  used. — Tlie  number  of 
tons  upon  which  duties  will  be  refunded,  if  a  re- 
tro-active law  be  obtained,  to  take  effect  from 
July  1st  1853,  also  January  1st  1853,  also  from 
July  1st  1862.  A  list  of  the  Directors,  Superin- 
tendents, and  Engineers  of  your  Company,  and  the 
Post  Office  address  of  each,  as  the  Committee  may 
wish  to  correspond  with  each  of  tliem  on  the  sub- 
ject.— 

As  the  Seesion  of  Congress  is  already  far  ad- 
vanced, it  is  important  that  your  Company  should 
take  immediate  action,  and  advise  us^  the  result 
as  the  answer  to  this  communicatien  must  neces- 
sarily be  the  basis  of  our  action. — 

Please  enclose   your   communication  to   Henry 
V.  Poor  Esq.  No.  9  Spruce  Street,  New  York. 
Very  Respectfully, 

Your  obedient  Servants, 

8.  F.  Vinton,       ^ 

Noah  L.  Wilson,  j 

John  Sttker,       ^Committee. 

Geo.  Ashmun, 

H.  V.  Poor.  J 

Accompanying  the  circular  was  a  copy  of  the 

resolution  referred  to,  (asking  for  the  contribu- 
tion of  one  hundred  dollars,  and  an  agreement  to 
pay  a  sum  not  exceeding  five  per  cent,  of  the 
amount  saved,)  with  a  request  that  it  be  presen- 
ted to  the  board  of  directors  of  each  company, 
for  their  approbation.  This  circnlar  and  resolu- 
tion have  been  published  by  three  or  four  news- 
papers, with  remarks  that  would  lead  the  reader 
to  suppose  that  a  scheme  had  been  exposed  im- 
proper in  its  object,  and  in  the  means  proposed 
for  accomplishing  it. 

We  have  stated  that  the  meeting  of  the  Rail- 
road Companies  was  a  pMic  one.  The  committee 
appointed  by  it  determined  to  give  a  similar  pub 
,  licity  to  their  acts.  Everything  emanating  from 
them,  addressed  to  all  the  parties  whatsoever,  was 
printed,  and  for  the  purpose  of  securing  as  wide  a 
circulation  as  possible,  as  Secretary  both  of  the 
conTention:  of  the  companies  and  the  committee, 
we  caused  a  large  number  of  the  proceedings  of 
both  bodies  to  be  prepared  in  envelopes  for  the 
convenience  of  distribution.  These  were  handed 
out  both  by  ourselves  and  persons  employed  in 
our  office,  not  only  to  persons  representing  rail- 
road companies,  but  to  all  who  were  supposed  to 
feel  an  interest  in  the  subject.  The  proceedings 
were  sent  by  ourselves  to  200  railroad  companies 
many  of  whom  we  had  good  reason  to  suppose 
were  entirely  hostile  or  indifferent  to  the  proposed 
measure  -,  they  having  made  all  their  purchases, 
and    consequently    not  in  a    condition  to    be 


beneffited  by  it.  It  was  foreseen  that  by  adopting 
such  a  course,  the  circulars  of  the  committee 
would  fall  into  the  hands  of  the  more  active  op- 
ponents uf  the  repeal  of  duties,  and  that  the  same 
use  would  be  made  of  them  that  has  been ;  that 
tkey  would  be  published  in  a  few  papers  with  re- 
marks similar  to  those  which  have  followed. 
But  as  the  committee  have  done  nothing,  nor  pro- 
posed to  do  any  tiling  requiring  secresy  or  conceal- 
ment, it  was  not  thought  advisable  to  attempt 
either.  They  are  qiiite  willing  thAt  any  and  all 
parties  should  help  to  make  known  the  plan  .of  op- 


erations proposed  by  the  railroad  companies,  in 
such  a  manner  and  in  such  a  style  as  best  suit 
themselves,  as  it  is  deemed  highly  important  that 
a  very  general  interest  should  be  excited  in  refer- 
ence to  the  objects  proposed. 

As  far  as  the  committee  are  concerned,  no 
money  will  be  called  for,  or  expended,  except  for 
proper  and  legitimate  objects.  Had  not  such  been 
the  case,  a  very  different  course  would  have  been 
pursued ;  a  secret  instead  of  an  open  one.  The 
committee  were  designed  to,  and  will  faithfully 
represent  the  interest  of  railroad  companies. 
Three  of  the  committee  are  directors,  or  largely 
interested  in  roads  that  within  two  or,three  years 
will  require  iron  to  the  amount  of  more  than 
100,000  tons.  These  men  are  not  going  to  waste 
their  own  money,  nor  that  of  the  companies  in 
which  they  are  inte  ested  or  which  they  repre- 
sent. 

In  behalf  of  the  committee,  we  would  state  that 
they  are  at  work,  and  intend  to  execute  faithfully 
and  energetically  the  trust  confided  to  them. 
They  respectfully  solicit  the  action  of  all  compa- 
nies who  have  not  already  signified  their  co-op- 
eration in  the  plan  proposed  by  the  meeting  of 
railroad  companies  held  in  this  city.  In  the  mean- 
time, a  bill,  or  to  speak  more  correctly,  an  amend- 
ment to  a  bill,  in  favor  of  the  North  Carolina 
Railroad*  and  which  has  been  accepted  in  its 
stead,  has  been  introduced  into  the  Senate,  and 
which  meets  the  views  of  the  committee,  and  it  is 
believed  of  railroad  companies.  The  committee 
now  propose  to  bring  an  influence  to  bear  on  each 
member  of  Congress  from  their  immediate  con- 
stituents. There  is  not  probably  a  congressional 
district  in  the  United  States  where  a  great  ma- 
jority of  voters  have  not  a  direct  interest  in  the 
suspension  of  the  present  duty.  It  is  the  plan  of 
this  committee  to  allow  this  interest  to  speak,  be- 
lieving its  co-operation  to  be  the  most  eflectual, 
and  at  the  same  time  the  proper  method  to  ac- 
complish their  objects.  The  movement  is  one  in 
which  the  people  are  the  parties  to  be  benefitted, 
as  owners  of  the  stock  in  our  new  lines.  They  are 
to  pay  the  duty  if  continued,  or  receive  the  bene- 
fit of  it,  if  repealed. 

We  must  add,  that  unless  Congress  interfere  in 
the  matter,  we  do  not  well  see  how  a  large  num- 
ber of  companies  are  to  go  through  the  present 
stringency  in  the  money  market  without  a  crisis 
in  their  affairs.  The  relief  asked  is  one  that 
Congress  can  extend  without  injury  to  any  quar- 
ter. The  Government  has  a  redundant  treasury. 
The  domestic  manufacturer  is  certain  of  full  em- 
ployment for  three  years  at  least,  the  time  limited 
for  the  suspension  of  the  duty.  The  overflowing 
treasury,  the  activity  of  our  domestic  manufac- 
turing establishments,  and  the  general  prosperity 
which  prevails,  are  due  to  the  efR>rts  of  our  rail 


road  companies.  Shall  not  they,  now  that  the 
favor  can  be  granted  without  prejudice  to  any,  be 
entitled  to  some  consideration  in  return  for  what 
they  have  donel  This  is  to  be  the  question 
asked  of  Government.  The  i)lan  indicated  is  the 
one  that  is  to  bo  resorted  to,  to  operate  upon  Con- 
gress ;  the  money  expended  will  be  what  is  want- 
ed to  bring  the  the  influence  of  the  parties  most 
interested,  the  owners  of  railroad  stock  throughout 
the  couutry,  to  bear  upon  the  National  Legisla- 
ture. The  contest  to  be  fought  is  one  of  popular 
riftht  against  an  overflowing  treasury,  filled  by 
railroad  companies  themselves ;  and  against  capi- 
tal, wllich  is  annually  doubling  its  investment  in 
the  manufacture  of  iron,  the  profits  of  which  have 
been  entirely  due  to  the  demand  which  railroads 
have  created.  It  is  not  favor,  but  justice,  that 
is  demanded,  and  we  assure  all  parties  that  no 
honorable*  measures  will  be  left  untried  to  obtain 
it. 

At  the  request  of  several  parties,  we  republish 
the  article  upon  the  removal  of  the  duty  on  rail- 
road iron,  which  appeared  in  our  paper  of  the  27th 
ult.,  for  the  purpose  of  giving  it  an  increased  cir- 
culation,* and  calling  renewed  attention  of  all  par- 
ties to  the  subject.  • 

The  removal  of  the  duty  on  rails  is  urged,  for 
the  benefit  it  will  confer  upon  railroad  companies, 
and  through  these  upon  every  interest  in  the  land. 
The  objections  to  the  removal  are  the  fear  that  it 
will  reduce  the  profits  of  parties  engaged  in  the 
manufacture  of  rails,  and  an  apprehended  reduc- 
tion of  the  revenue. 

Were  it  true  that  the  removal  of  the  duty  would 
reduce  the  profits  of  the  manufacturers  of  rails, 
this  fact  <alone  would  constitute  no  valid  objection 
to  such  a  step,  as  there  is  no  reason  why  Goyem- 
ment  should  tax  one  interest  for  the  support  of 
another.  There  is  no  mote  reason  why  every 
railroad  company  should  pay  to  the  rail  makers 
S15  per  ton  over  cost  ot  production  and  a  fair 
profit,  than  that  the  iron  maker  should  pay  an 
equal  amount  to  the  parties  engaged  in  the  con- 
struction of  a  railroad.  The  tax  imposed  in  favor 
of  the  rail  maker  is  on  the  alleged  ground  that 
his  trade  or  employment  is  an  Vlvaniage  to  the 
country.  But  it  will  not  be  denied,  that  where 
the  country  has  been  benefitted  to  the  amount  of 
one  dollar  by  the  manufacture  of  railroad  iron,  it 
has  been  benefitted  Jive  hundred  by  the  construc- 
tion of  railroads.  The  principle,  therefore,  upon 
which  duties  are  levied  should  exempt  rail- 
roads from  its  application,  as  these  works,  of  all 
others,  tend  more  directly  to  promote  the  general 
welfare. 

The  object  of  the  duty  was  to  increase  in  an  equal 
degree  the  price  of  the  article.  It  was  a  premium 
paid  for  the  production.  It  failed,  however,  to 
stimulate  production,  which  always  must  depend 
upon  the  demand.  The  make  steadily  declined 
under  an  eaormous  duty,  till  the  railroads  them- 
selves created  a  demand,  which  in  two  or  three 
years  nearly  doubled  the  market  price.  What  the 
Government  tax  could  not  do,  railroads  have  done. 
They  have  taken  the  place  of  the  tariff  to  the 
manufacturer,  and  for  the  year  past  have  enabled 
him  to  realize  one  hundred  per  cent,  upon  cost  of 
production,  and  nearly  that  amount  over  the  pre- 
vious market  price.  If  railroads,  by  the  demand 
they  have  created,  have  secured  to  the  manufac- 
turer what  the  duty  could  not  do,  why  not  rcTnovt 
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tbe  duly,  which  was  powerless  to  effect  its  object, 
and  by  encouraging  railroads  create  a  natural  sti- 
malus  to  production,  upon  which  the  profits  of  tbe 
maker  must  always  rest  1 

Every  ton  of  iron  that  goe*  into  a  railroad  in 
the  shape  of  rails,  creates  in  tbe  course  of  two 
years  a  necessity  for  the  use  of  three  times  that 
amount  for  other  purposes.  Nearly  an  equal 
amount  is  required  in  the  outset  for  chairs,  spikes, 
rolling  stock,  and  structures  of  various  kinds. — 
The  moment  a  road  is  opened,  spring  up  villages, 
which  soon  expand  into  cities,  requiring  an  enor- 
mous amount  of  iron  in  their  construction.  These 
become  the  seats  of  various  branches  of  manu- 
facture, in  which  iron  is  always  the  most  important 
element  When  a  railroad  is  constructed,  there- 
fore, tbe  iron  maker  may  safely  calculate  upon 
orders  Mr^e-fold  greater  than  the  quantity  of  rails 
used.  Why  then  should  the  railroad  company  be 
taxed  for  tbe  rails  used,  when  it  is  the  direct 
means  of  trebling  tbe  business  of  the  manufactu- 
rer, even  if  he  loses  the  make  of  tbe  rails  alto- 
gether 1 

Bat  the  duty  can  be  taken  off  without  the  least 
prejudice  to  tbe  manufacture  of  iron  in  this  coun- 
try. In  1852  there  ^ere  imported  into  this  country 
439,000  tons  of  iron  from  Great  Britain  alone. 
About  200,000  tons  was  railroad  iron.  We  have  not 
the  authentic  figures  for  1853,  but  we  presume  tbe 
amount  exceeded  500,000  tons,  about  one-half  of 
which  was  in  rails.  With  all  the  increase  of  the 
manufacture  in  this  country,  it  is  not  probable 
from  the  rapidity  increasing  demand,  that  the  im- 
portations will  be  diminished,  should  tbe  duty  be 
removed,  and  should  the  foreigner  monopolize  the 
manufacture  of  rails.  The  domestic  production 
would  fall  far  short  of  the  demand  for  other  pur- 
poses ;  so  that  by  n«  possibility  could  our  manu- 
facturers fail  to  have  full  employment  upon  such 
kinds  as  are  protected  by  an  enormous  discrimina- 
ting duty. 

It  is  well  known  too,  that  most  r>f  tbe  iron  man- 
ufacturtd  in  tbe  United  States  is  not  adapted  to 
rails,  it  being  too  soft  and  malleable  for  this  pur- 
pose and  better  fitted  for  uses  where  teugbncssaud 
flexibility  are  vAlbable  qualities.  Experience  has 
shown  that  we  have  very  few  kinds  of  iron  in  this 
couBtry  that  make  a  good  head  for  a  raiL 

The  railroads  have  made  the  fortune  of  the 
iron  manufacturer ;  not  tbe  duties.  These  may  be 
repealed  upon  rails,  and  still  enable  bim  to 
manufacture  at  a  fair  profit.  The  duty  was  im- 
posed to  make  up  for  tbe  greater  cost  of  manufac- 
turing in  this  country  over  that  in  great  Britain. 
Events  that  have  since  transpired  have  entirely 
neutralized  the  disparity  which  previously  exist- 
ed. Wages  paid  for  tbe  higher  grades  of  labor 
by  the  establishments,  in  the  latter  country,  are 
nearly  as  high  as  in  this.  Tbe  enormous  emigra- 
tion from  Great  Britan,  which  now  exceeds  the  na- 
tural increase  of  population,  and  the  infiuence 
which  the  discovery  of  gold  in  Australia  has  pro- 
duced upon  the  public  mind,  are  rapidly  equaliZ' 
ing  tbe  cost  of  production  in  tbe  two  countries. 

The  only  other  items  in  favor  of  tbe  foreigner 
are  a  wider  experience  and  a  greater  abundance 
of  capital,  to  supply  which  in  this  country,  will 
only  require  time.  We  have  a  decided  advantage 
in  cheaper  food,  and  in  a  greater  abundance  of 
the  raw  matertal,  so  that  it  is  doubtful  whether 
weU  located  establishments,  «Dd  there  are  plenty 


of  such  locations,  to  supply  any  existing  or  pro- 
spective demand,  have  nothing  to  fear  from  for- 
eign competition,  vril/i  or  wilAoutproiectioQ. 

The  reason  for  tbe  imposition  of  the  duty  hav- 
ing passed  away,  why  not  dispense  with  it  altoge- 
ther, as  its  only  effect  is  to  cripple  the  most  impor- 
tant interest  in  the  country,  by  keeping  up  an  un- 
natural and  injurious  stimulus  to  another  1 

A  similar  strain  of  argument  may  be  urged  to 
tbe  objection  that  the  repeal  of  the  duty  will  in- 
volve a  loss  of  revenue.  Notwithstanding  ^the 
large  sums  that  railways  have  paid  into  the  Treasu- 
ry, there  is  no  doubt  that  they  have  been  the  di- 
rect means  of  payment  into  it,  a  sum  exceeding 
five  times  tbe  duties  paid  on  rails. 

They  have  increased  enormously  the  importa- 
tion of  other  kinds  of  iron,  and  have  stimulated 
immensely  importations  of  all  kinds.  When- 
ever a  railroad  is  constructed,  by  rendering  tbe 
property  of  the  community  available,  it  enables 
the  people  to  gratify  a  taste  for  the  comforts  and 
luxuries  of  life.  Wherever  railroads  go,  they  carry 
in  their  train,  a  greater  or  less  amount  of  duty 
paying  goods.  The  enormous  revenue  from  duties, 
which  for  a  few  years  has  exceeded  all  precedent, 
and  expectation, has  been  due  entirely  to  tbe  infiu- 
ence of  railroads.  Why  not  then  relieve  an  interest 
which  has  done  more  for  tbe  country  than  all  others? 
Were  Government  to  set  to  work  to  attempt  to 
adopt  a  p  licy  for  the  increase  of  tbe  revenue,  it 
could  not  accomplish  its  object  so  effectually  as 
by  encouraging  railroads,  as  for  every  additional 
mile  built,  a  certain  increase  of  im(]tortations  and 
revenue  may  be  safely  calculated  upon. 

By  what  has  been  said,  it  will  be  seen  that  no 
one  will  be  injured  by  tbe  repeal  of  the  duty  on 
rails.  If  the  tendency  of  such  an  act  be  to  en- 
courage tbe  construction  of  railways,  every  inter- 
est in'the  country  will  bo  promoted,  and  most, 
all,  tbe  very  ones  that  it  is  claimed,  would  be 
injuriously  affected,  the  manufacturer  of  iron,  and 
tbe  public  revenue.  For  one,  it  will  increase  the 
demand,  and  in  this  way  maintain  the  price  of  the 
ordinary  varieties,  which  will  still  be  protected  by 
a  heavy  duty,  and  incidentally  add  largely  to  tbe 
receipts  of  the  other. 

We  have  shown  that  no  interest  is  to  suffer.  Let 
us  see  what  are  to  be  benefitted  by  the  proposed 
measure.  We  will  illustrate  this  part  of  the  arugu- 
ment  by  reference  to  the  Stale  of  Tennessee.  The 
people  of  that  state  are  engaged  in  the  construc- 
tion of  some  1.500  miles  of  railway.  No  portion 
of  it  is  able  to  construct  a  railroad  without  a  free 
use  of  their  credits.  To  make  a  basis  for  these, 
every  man  in  the  community  is  called  upon  to 
contribute  according  to  bis  means,  toward  the  pro- 
posed work.  He  may  lose,  and  probably  expects 
to  lose  one  half  of  his  contribution.  Were  the 
duty  taken  off  from  rails,  hewould  be  benefitted  just 
in  proportion  to  his  contributions. 

The  Capitalist  who  buys  tbe  bonds  of  the 
company,  is  not  benefitted,  because  he  will  not 
touch  them  unless  they  are  amply  secured.  The 
advantage  directly  inures  to  the  stockholders, 
upon  whom  the  railway  system  of  the  country 
rests,  who  constitute  emphatically  the  people,  who 
alone  make  tbe  sacrifice  involved  in  tbe  construc- 
tion of  our  railways,  and  upon  whom  fall  all  tbe 
losses  that  are  sustained. 

Pi/ly  million  dollars  would  not  mako  good  tbe 


sacrifice  already  suffered  by  tbe  stockholders,  who 
as  before  slated,  represent  tbe  people. 

These  sacrifices  have  been  the  means  of  adding 
a  thousand  million  dollars,  to  the  aggregate  value 
of  the  property  of  the  whole  country.  No  bill 
therefore,  more  p6pular  in  Its  character  than  the 
one  now  before  Con'gresss  can  be  framed,  nor  one 
so  well  calculated  to  do  justice  to  tbe  parties  who 
have  done  so  much  for  every  other  interest,  but 
their  own. 

We  are  not  accustomed  to  make  popular  ap- 
peals for  tbe  purpose  of  influencing  action  on  the 
ground  of  sympathy  foi-  or  against  any  particular 
measure ;  but  we  certainly  think  those  engaged 
in  the  construction  of  railroads  are  quite  as  much 
entitled  to  sympathjt  as  those  engaged  in  the 
manufacture  of  rails.  The  latter  are  capitalists, 
who  it  vest  only  surplus  means.  Tbe  former  con- 
tribute from  their  necessities,  and  enrich  others 
while  they  often  impoverish  themselves.  That 
this  numerous  class  should  be  taxed  for  tbe  bene- 
fit of  capital  is,  to  us,  a  great  absurdity  and  a 
great  wrong. 

It  is  objected  to  the  removal  of  tbe  duty  that 
an  important  rested  interest  will  be  disturbed. 
Suppose  S8,000,000,  to  be  invested  in  the  manu- 
facture of  rails.  Tliere  are  more  than  $500,000,- 
000  invested  in  railroads.  The  lines  in  progress 
will  cost  $150,000,000.  Should  tbe  encourage- 
ment of  an  insignificant  interest,  involving  an  in- 
vestment of  $3,000,000  be  prefered  to  one  involv- 
ing an  expenditure  of  two  hundred  times  that 
amount,  and  one  a  thousand  times  more  beneficial 
to  all  the  great  interests  of  the  Country  1  On  the 
score  of  strict  justice,  the  railroad  is  deserving  ten 
fold  greater  favor  ;  and  on  the  ground  of  the  gen- 
eral influence  of  such  works,_^//y  fold. 

What  argument  therefore  can  tbe  railmaker  use 
in  favor  of  Government  interfereuoe  in  his  favor 
that  tbe  maker  of  railways  cannot  urge  with  vast- 
ly greater  force  1     None. 

We  again  urge  tbe  effective  co-operation  of 
Railway  Companies  to  aid  in  carrying  tbe  bill  now 
before  Congress.  There  would  not  be  a  solitary 
vote  in  Congress  against  the  measure,  should  all 
its  members  reflect  the  interest  of  their  consti- 
tuents. This  interest  must  be  brought  to  bear, 
and  to  give  it  a  proper  expression,  tbe  efforu  of 
the  Committee  are  now  being  directed.  When 
they  shall  have  succeeded  in  this,  they  willTeave 
tbe  subject  where  it  belongs, — to  Congress,  with- 
out any  fears  as  to  the  result.  .        "       - 


Harlom  Railraad. 

At  the  annual  election  of  the  Harlem  Railroad 
Company,  .Messrs.  George  Schuyler,  President; 
Denninson,  Robinson,  Wetmore,  Ludlow,  Robert 
Schuyler,  R.  M.  Blantchford,  Morris,  Dunham, 
Oater,  Haviland,  Aiken,  and  H.  S.  Blatchford, 
Vice-President,  were  made  Directors;  S.  M.  Blatch- 
ford, Treasurer;  Alexander  Kyle,  "Secretary ;  J. 
D.  Elliot,  Superintendent,  and  W.  J.  Campbell, 
Assistant  Superintendent. 


Hevr  Baireai  and  Nevr  Lioadon  R*llr«Mid. 

The  following  gentlemen  have  been  elected  Di- 
rectors of  this  ruad  for  tbe  present  year  : 

M.  G.  Elliott,  8.  D.  Pardee,  John  Bradley,  .Toel 
Tuttle,  £.  0.  8crant>n,  Daniel  Chad  wick,  Elias 
Perkins,  C.  Buckingham. 

President — Matthew  G.  Elliott  -         -    ; 

Secretary  and  Treasurer— R.  D.  Smith. 

Soperioieftdeot— &.  M.  Dowd. 


"f  •^■' 


?'-r^  >'-'-*■- 
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The  improvement,  of  which,  the  above  cut  is  a  otiier  passenger  car   is    opened   inwards   by   the 
representation,   consists  of  a  spacious  air  channel  hinged   pin    h,   meeting   the   opposite   flange  on 


over  the  entire  top  of  every  car  of  the  Railway 
train,  and  also  down  over  the  sides,  so  far  as  to 
include  in  tlie  same  channel,  the  windows  of  the 
passenger       cars,        with        glazing       opposite 


to  each  one.     The   channel  is  made   continuous  by  the  springs,  but  to  move  freely  upon  each  oth 


uniting  the  train, 
ves. 


Baggage  cars  are  without  val- 


many  tedious    hours  may  be    looked  upon,  by 
those  accustomed  to  activity,  in  the  light  of  dis- 
comfort, the  great  pains  taken  to   obviate  its  in- 
conveniences has  left  little  cause   for  complaint. 
The  flanges  used  are  to  give  tlie  seperate  channel  Bui  a  profusion  of  dust,  perpetually  on  the  wing, 


ends  suitable   meeting  faces  to  be   held  together 


to  bo  seen  and  breathed,  to  overlay  the  hands, 
the   face,  the  eyes,  and  the  dre.ss  till   the  name 


from  car  to  car  by  moveable  extensions  of  theer  in  the  variations  of  their  level,  and  also  to  pre- may  be    written  upon  it, — thi.s  superadded  to  the 


roof  part  of  the  channel  from  each  end,  along 

with,  and  Ix-yond  the  roof  of  every  car,  to  meet 

those  of  adjoining  cars. 

A.  Fig.  1.  indicates  secondary  walls  erected  over 


:  serve  the  channel  itself  unbroken  by  such  move-|other^  may  be  truly  called  discomfort, 
ments.  The  springs  rest  against  bearings  pro- 
vided within,  to  which  they  are  also  fastened,  and 
the  balance  of  the  whole  piece  is  preserved  by 
the  dihal  primary  ones  to  form  the  channel  B.  injthe  weight  of  the  semicircles,  attached  thereto, 
the  transverse  section  fig.  2.  at  an  interval  of  onejThe  sides  being  rounded  it  will  always  fill  the 
to  two  feet  or  more  for  the  roof  part,  and  for  theilined  cavity  between  the  upper  and  lower  roofd, 
side,  three  to  six  ,incbes.  The  side  channels  are'while  turning  either  way  on  curves  of  the  road  as 
closed  at  each  end  and  terminate  below,  near  theiwell  as  reciprocate  by  the  action  of  the  springs, 
bottom  of  the  windows.  The  side  channels  are  1  Fig.  1.  exhibits  this  single  moveble  piece  in  two 
omitted  on  the  baggage  cars.  ladjacent  car  ends.     But  to  give  greater  stability. 

The  motion  of  the  train  passes  the  pure  air Lhen  desirable,  this  channel  piece  as  in  fig,  3.  is 
through  the  channel  from  the  liPad  of  the  train, linsertcd  into  another,  C,  having  the  central  pivots 
into  the  interior  of  the  pa8.senger  cars,  by  way  ofjc,  above  and  below ;  this  latter  has  only  the  tum- 
the  inner  windows,  at  the  option  of  those 'table  motion,  the  other  the  reciprocating, 
who  sit  opposite,  which  thence  forms  a  current!  The  appearance  of  these  together  may  be  ob- 
outwards  through  every  opening,  cflectually  re-lseryed  in  the  general  vitw  of  the  train  on  a  curve 
pelling  the  dust.     Smoke  and  cinders  are  left  be-l^jtii  this    improvement    atUched,  heading  the 

above  cut.  f,;s;  ,o  ...j., ': 

In  connexion  with  the  delineations  here  present 
justment,  and  to  play  over  the  platform,^  is  the  led,  we  subjoin  some  of  the  considerations  on  this 
same  at  each  end  of  every  passenger  car.  It  con- j subject,  which  we  presume  have  impressed  the 
sista  of  the  short  piece  of  channel,  fig.  4,  with  one'rainds  of  those  who  study  the  present  and  future 
or  more  springs  E,  upon  its  inner  end  and  the  face 'advancement  of  railroad  enterprises.  The  great 
flange  i,  surrounding  its  outer  end.  A  valve  door  aim  is  to  make  railway  conveyance  unexceptiona- 
D,  is  hinged  from  above  ,  inside  the  flange,  closing jble  in  the  way  of  comfort,  aa  much  so  at  least,  as 

by  its  own  weight  the  channel  at  the  latter  end  ofjto  compare  favorably  with  other  modes  of  travel  [strictness  the  only  question   is,  whether  a    satis- 
the-train.    The  valve  doors  at  the  eods  of  erery     AUbougb  a  coofloed  positioo  when  protractedifactory  quantity  of  pure  air  can  be  administered 


>" 


hind  the  cbanncl's  mouth,  before  their  descent 
The  chief  moveable  piece  adapted  to  self  ad- 


There  have   not  been  wanting  those   who  have    "' 
studied  the  possible   remedies  and  made  praise- 
worthy  efforts  to  repel  its  intrusion. 

Of  the  various  modes  of  reasoning  on  its  exclu- 
sion, and  thence  of  devices  proposed,  two  appear 
to  have  been  prominent.  Those  reasonings  on 
the  one  hand  which  infer  that  dust  need  not,  in- 
evitably, surround  the  train  and  which  therefore 
point  to  mechanical  coctrivauces  to  keep  it 
down — and  tho-je  on  the  other,  whose  deductions 
are  that  dust  from  dusty  roads  will  inevitably  en- 
velope the  train  and  suggest  ventilation,  with  pure 
air  in  suiplus  quantity,  for  its  exclusion. 

If,  as  we  suppose,  the  first  sweep  of  the  fast 
train,  including  every  thing  attached  thereto, 
causes  a  dispersion  of  dust  beyond  the  reach  of 
attachments  designed  to  keep  it  down,  which  diist 
immediately  falls  into  the  eddying  current  above, 
and  therefore  cannot.fail  to  envelope  the  train  ;  the 
flrst  considerable  eflTort  in  this  country  for  its  ex- 
clusion was  perhaps  as  nearly  in  the  right  direc- 
tion as  any  thing  that  has  attracted  notice  up  to 
this  time.  Other  plans  in  the  same  direction  have 
also  been  put  on  trial  with  varied  success  and 
subject  to  various  objections.     The  great,  and  in 
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lo  each  passenger  consistently  with  »n  entire  se- 
clusion from  dust. 

This  becomes  a  question  of  throwing  a  great 
amount  of  pure  air  into  the  cars  with  facilities 
open  for  its  exhaustion,  without  which  latter  pro- 
vision it  cannot  be  made  to  enter.  Surplus  facili- 
ties for  admission  of  air  however  over  the  provis- 
ions for  exhaustion  preserve  an  outward  pressure 
'  upon  crevices  where  otherwise  a  suction  inwards, 
— the  primitiro  etil— will  still  in  a  small  degree 
prevail,  "i  \ !.  ,>cft  .,  i.>" '-  ' 

The  want  of  peilfect  cleanliness  in  passenger 
vehicles  has  been  felt  as  a  serious  drawback  upon 
the  entbufiasm»fthecomraanity  in  view  of  this  oth- 
erwise eligible  mode  of  travel.  It  is  obvious  to 
remark  that  if  the  economy  and  convenience  of 
the  Steamboat  or  the  necessary  entertainments  of 
the  Hotel  could  be  purchased  only  by  submitting 
to  au  incessant  agitation  of  dust  in  the  saloons  of 
the  one,  or  in  the  parlors  of  the  other,  even  such 
a  nuisance  must  jjerforco  bo  submitted  to  rather 
than  we  should  forego  their  advantages.  But 
outraged  feeling  from  the  very  center  of  respec- 
ble  society  would  swell  the  cry  "  down  with  such 
a  nuisance ;  it  can  and  must  in  some  way  or  other 
be  brought  to  an  end."  No  amount  of  expense, 
or  fastidious  criticism  of  means,  could  excuse 
neglect,  with  a  certainty  of  success  in  view,  while 
soliciting  and  expecting  patronage  at  the  humilia- 
ting sacrifice  of  taste  and  comfort  on  the  part  of 
lh«;  public.  But  enough  has  been  said,  more  than 
enough  known  of  the  annoyance  of  dust  in  Railway 
travel.  In  conclusion  we  will  add,  that  in  thia  age  of 
action  and  accomplishment  this  will  notlong  remain 
a  silent  evil  with  railroad  men,  while  it  is  a  crying 
evil  with  the  travelling  community.  It  is  one 
that  must,  in  some  way  or  other,  succumb  to  the 
eflforts  of  our  limes. 
"*" Without  assuming  to  pronounce  upon  any  plans 
presented  we  feel  higher  hopes  of  si)eedy  disen- 
thralment,  by  means  as  economical  as  they  are 
efficient,  when  plans  like  the  one  before  us,  involv- 
ing sound  philosophical  conceptions  of  the  subject 
are  presented  for  public  inspection  and  consider- 
ation. 


:  >r       I<oulsvllie  and  Nsabiriile  Rallroail.    . 

~  By  a  recent  rejwrt,  made  by  this  company  to 
the  Mayor  of  Louisville,  we  learn  that  the  total 
stock  subscriptions  to  the  road  amount  to  ^3,328,- 
700  of  which  Sl,218,117  has  been  paid  in  the  form 
of  bonds,  &c.  The  report  also  states  that  the 
estimates  fer  work  done  on  the  road  to  the  1st  of 
April  last,  amount  to  S341,076  26,  all  paid  for; 
that  S'63,604  56  ha»  been  paid  for  depot  grounds, 
right  of  way,  and  land  damages ;  that  the  sum  of 
S44,600  has  been  paid  en  account  of  rolling  stock 
for  the  road  ;  that  $50,000  has  been  paid  for  rail- 
road iron,  and  $89,447  62  lias  been  paid  for  engi- 
neering expenses,  instruments,  office  expenses, 
salaries,  &c. 

Of  SSOO.OOO  Louisville  city  bonds^  issued  tJ  the 
company,  $302,000  have  been  turned  into  cash 
and  expended  on  the  road,  and  $125,000  of  the 
remaining  $198,000  have  been  pledged  for  a  pur- 
chase of  three  thousand  tons  of  America*'  iron, 
toward  the  payment  for  which  the  company  have 
supplied  $50,000  cash,  and  given  their  acceptance 
for  $60,000  more. 

In  consequence  of  the  want  of  means  to  prose- 
cute the  ei^terprise,  work  has  l)een  suspended  on 
the  whole  line,  with  the  exscption  of  the  section 
of  3!!  miles  from  the  depot  grounds  in  Louisville 
to  the  crossing  of  the  Rolling  Fork  of  Salt  river, 
the  tunnels  and  other  heavy  work  on  Muldrow's 
hill,  and  the  crossing  of  Green  river.  The  82  miles 
here  spoken  of,  it  is  stated,  will  be  completed  and 
equipped  at  aa  early  day  the  eofluing  antamn. 


laocomutlve   Boilers. 

The  boilers  as  well  as  machinery  of  locomotives 
have  been  much  improved  during  the  last  few- 
years,  by  which  result  they  have  acquired  in- 
creased strength  and  efficiency,  with  a  diminished 
cost  and  weight.  It  is  du«  to  the  Paterson  boiler 
makers  to  say,  that  most  of  these  improvements 
have  originated  with  them,  or  were  earliest  adop- 
ted by  them  in  this  country  from  English  prac- 
tice. ,.;;..-;-,;;.■ -;v;:iv/'.  T  — ■  v-v^v-.-r^.-^- 
One  improvement  of  especial  importance  is  the 
"  elevated  crown,"  which  may  be  called  a  com- 
promise between  the  old  "  dorae-boilcr  "  and  the 
plain  "  waggon-top."  The  elevated  crown  is  the 
elevation  of  the  outer  firebox  shell  to  ten  or  fifteen 
inches  above  the  barrel  of  the  boiler,  to  which  it 
is  connected  by  a  sloping  gusset.  This  form  adds 
very  much  to  the  steam- room  of  the  boiler,  and 
allows  of  a  higher  furnace  crown,  giving  room  for 
more  tubes  and  additional  fire-surface.  It  also 
gives  a  higher  elevation  for  the  mouth  of  the 
steam-pipe,  and  thereby  prevents  working  water, 
with  the  steam,  in  the  cylinders.  These  are  the 
advantages  of  this  form  over  the  straight  boiler  or 
plain  waggon-top,  while  it  does  not  involve  the 
loss  of  firebox  heating  surface,  the  top-weight,  nor 
the  expensive  riveting,  and  wasteful  cutting  of 
iron  of  the  dome-boiler.  This  form  of  boiler  was 
first  adopted  in  Paterson. 

Another  improvement  is,  the  flanging  of  all 
flange- sheets  with  round  corners.  This  form  adds 
to  the  strength  of  the  flange,  as  it  avoids  the 
strain  caused  by  the  square  bend.  It  also  im- 
proves the  appearance  of  the  boiler  ;  and  it  gives 
abetter  fastening  to  the  "ring"  or  water-space 
bar  at  the  bottom  of  the  furnace,  as  a  rivet  can 
be  placed  in  the  angle ;  whereas  a  square  bend 
requires  set  screws  on  each  side  to  lighten  the 
outside  sheet.  The  space-bar  or  ring  is  cheaper 
made  than  when  cat  and  welded  for  square  cor- 
ners. 

An  important  improvement,  made  at  no  sacrifice 
of  safety,  is  the  use  of  iron  of  but  one  quarter 
inch  thickness  for  locomotive  furnaces,  and  also 
for  the  barrel  of  the  boiler.  The  soundest  ham- 
mered charcoal  iron,  made  with  an  extra  heat, 
and  of  ^4  inch  thickness,  is  found  to  be  free  from 
blisters  and  cracks  after  the  longest  periods  in 
which  iron  is  exposed  to  similar  service.  Suclf 
iron  is  both  cheaper  and  better  than  copper,  and 
cheaper,  lighter  and  more  durable  than  iron  of 
greater  thickness. 

Iron  is  ordered  from  the  mill  mostly  by  guage. 
The  thicknesses  for  a  48  inch  boiler  are  mostly  as 
follows : —  r,  >,.  -^  .  ^ . 

Outer  crown  of  firebox  shell ..Wo.  1 

Cylinder  sheets "     2 

Side  sheets  of  furnace "     4 

iFurnacc  crown 3^  inches. 

Tube  sheets,  both  of  iron 3^     " 

Smoke  box,  if  secured  to  cylinders,  ^g     " 

The  staying  and  bracing  of  boilers  have  been 
also  strengthened.  The  crown-bars  of  the  furnace 
are  made  each  of  two  parallel  bars,  four  or  five 
inches  wide  and  7^  ji^^  thick,  welded  at  the 
ends,  riveted  at  the  center,  and  held  by  T-head 
rivets  or  bolts  to  the  crown  ;  '^  inch  washers 
being  interposed,  to  give  access  of  water  to  the 
surface  of  the  sheet.  These  bars  are  placed 
across  and  not  lengthwise  of  the  furnace,  and  have 
their  ends  resting  fair  upon  tb©  upper  edges  of 
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the  s^e-sheets  of  the  furnace.  Two  round  braces 
run  fiom  each  double  stay-bar  to  the  outer  crown , 
and  diagonal  braces  also  extend  from  the  back 
end-speet  to  different  points  on  the  outer  crown. 

Thfe  courses  or  rinffS  of  the  barrel  of  the  boiler 
are  successively  of  less  diameter,  by  the  thickness 
of  tt^  iron,  in  approaching  the  forward  end  of 
the  bjoilcr.  Eiich  course  being  placed  within  the 
one  liext  back  of  it,  under  side  has  a  uniform  slope 
from  the  forward  end  downwards,  for  the  descent 
of  fofil  water  or  dirt  when  flowing  off.  The  tubes 
are  Rightly  nearer  together  at  th  •  front  than  at 
the  l^ack  end. 

Irdn  is  rolled  in  larger  sheets  than  formerly. — 
Sheets  of  02  inches  in  width  have  been  rolled  for 
boileH  constructing  for  the  New  York  and  Erie 
Railroad.  This  saves  riveting,  with  its  expense 
and  weakening  effects. 

Atl  Baltimore,  domes  of  50  inches  diameter  are 
applied  to  locomotive  boilers,  while  the  oj>ening8 
in  thp  shells  over  which  they  are  placed,  are  only 
15  idches.  This  saves  the  strength  of  the  boiler, 
gives  large  steam  room,  and  obstructs  the  ascent 
of  water  along  with  the  steam. 

Mkny  of  the  Paterson  engines  have  two  domes, 
giviqg  more  steam  room  and  a  more  uniform 
draokht  of  steam  than  with  one  dome. 

J  Vlrglnl*  and  Tri^aeasee  Railroad. 

It  will  have  been  seen  from  editorial  notices 
and  |the  advertising  columns  of  our  pai»er,  that, 
fronj  to  morrow,  the  cars  will  run  regularly  to  the 
Central  Depot,  on  New  River,  and  that  the  o|>en- 
iog  <^f  the  Eastoni  Division  of  this  great  work  is 
to  b<^  inaugurated  by  an  excursion  and  a  free  b*r- 
baci^e,  given  by  the  gentlemen  in  the  vicmity 
of  t|ie  Depot.  We  canaot  doubt  that  a  large 
numjber  of  our  citizens  will  avail  themselves  of 
the  iftportunity  to  partake  of  the  hospitality  of 
our  I  friends  in   the   great  basin  of  the  Mississip- 

P«    i 

Tie  occasion  is  one  of  great  interest,  not  only 
to  tljis  community,  but  to  the  State  at  large  and 
to  tile  cause  of  Internal  Improvement  in  the  Uni- 
ted Stales.  We  do  not  wish  to  indulge  in  self- 
glorification  and  shall,  therefore,  allude,  in  the 
mosi  oblique  manner  possible,  to  the  complacen- 
cy with  which  Lynchburg  may  reasonably  cou- 
temflate  whath  as  been  already  .ichieved,  and  an- 
ticiiiate  what  another  year  may  accomplish,  to- 
wan  s  the  realization  of  as  cheme,  the  conception 
of  w  jich  was  an  ei)och  in  her  destiny,  and  gave  a 
new  jimpulse  and  consistency  to  the  great  cause  of 
Impfovement.  No  one  familiar  with  its  history 
can  fleuy  that  the  Virginia  and  Tennessee  Rail- 
road! is  as  much   the  child  of  Lynchburg,  a.s   the 

Ballimoi'e   and  Ohio  Railroad  is  the   child  of  the 

i 

uobljj  city  at  its  eastern  terminus.  When  we  con- 
sideij  the  relative  poi)ulation,  wealth  aud  rescour- 
ccs  <^f  the  two  places,  an4  reflect  that,  partaking 
of  kfcidred  difficulties,  the  one  road  is  half  as  long 
as  tbe  other  and  that  it  will  be  completed  w  ithin 
less  than  six  years  from  its  commencement,  whilst 
the  ♦ther  has  tasked  the  energies  of  a  spirited 
peoole  fof  a  quarter  of  a  century, — we  have  no 
rea.s^n  toi shrink  from  the  contrast,  when  we  as- 
sociite  the  name  of  Lyn<,  liburg  with  that  of  the 
most  enterprising  city  in  th«  Union.  But,  as  we 
have  intirnated,^."  desire  to  be  modest,. and  pass 
from  this  topic  to  a  brief  notice  of  the  division  of 
tbe  ijoad  how  brought  into  use. 


/  . 
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The  whole  work  is  of  the  heaviest  character, 
particularly  the  first  five  miles  from  town  and  the 
thirteen  in  wWch  the  ascent  of  the  Alleghany  is 
accomplished.     There  are  parts  of  this  latter^ec- 
tion  which  cost  S80,000  per  mile.     The  passage  of 
the  Bine  Ridge  was,  at  one  time,  looked  upon  as 
something  of  a  bug- bear.     The  work,  it  is  true, 
was  heavy,  but  the  traveller   is  not  sensible,   by 
dimination  of  speed   or  any  other  cireumstances, 
that   he    is  overcoming  the  barrier  which  once 
made  almost  distioct  political  and  social  commun- 
ities of  Eastern  and  Western  Virginia.    The  tunnel 
near   town   is  550   feet  in  length      Besides   this 
there  are  three  others  on  the  eastern  slope  of  the 
Alleghany,  the  shortest  200  feet,  and  the  longest 
760.     The  route  from  this  city  to  the   Tennessee 
line  measures  two  hundred  and  four  miles.     The 
Central  Depot,  as  its  name  imports,  is  about  half 
way  the  distance.     Here,  very   extensive  freight 
and  eneine  houses,  as  well  as  an  extensive  ma- 
chine shop,  are  under  construction.     A  couple  of 
4Diles  beyond,  the  road  crosses  New  River — one  of 
the  most  beautiful  streams  we  ever  saw — by  a  no- 
ble bridge  of  six  spans  and  seven  hundred  and 
thirty  feet    in   length.     Whilst  individual   miles 
have  cost  immense  sums,  we  are  glad  to  say  the 
whole  road,  when  completed,  and  fully  stocked 
with  locomotives  and  cars  sufficient  for  a  very 
large  business,  will  not  exceed  the  originally  esti- 
mated average  cost  of  S25,000  per  mile. 

The  road  is  throughout  admirably  located  and 
•onstracted.  The  rail  is  of  the  heaviest  kind  of 
the  U.  shape.  The  maximum  grade,  encountered 
by  produce  seeking  an  eastern  market,  is  but  60 
feet  to  the  mile,  while  that  going  west  is  68  feet. — 
The  difficulties  presented  by  the  physical  features 
of  the  region  which  is  traversed,  called  for  all  the 
resources  of  science  and  experience.  Profes- 
sional men  only  can  fully  appreciate  the  triumphs 
which  have  been  achieved;  but  laymen,  at  a 
glance,  can  see  that  no  ordinary  skill  has  been 
displayed.  No  road  in  Virginia,  nor  in  the  South, 
can  compare  with  this  in  the  obstacles  overcome 
We  do  no  more  than  our  duty,  when  we  say  the 
work  reflects  the  very  highest  credit  upon  the 
Chief  Engineer,  Chas.  F.  M.  Garnett,  Esq.,  who 
has  brought  to  bear  upon  it  the  skill  and  experi- 
ence acquired  in  other  states  of  the  South.  We 
cherish  no  unworthy  sectional  prejudice,  but  it 
may  be  allowed  us  to  dwell  complacently  upon  the 
fact,  that  the  greatest  work  in  Virginia  has  been 
executed  by  one  of  her  own  sons.  This  confi- 
dence in  native  talent  does  not  seem  to  character- 
ize the  directories  of  other  improvement  compan- 
ies, since,  if  wo  mistake  not,  there  is  but  one 
other  native  Virginian  employed  as  Engineer  in 
Chief  in  the  State.  Col.  Garnett  stands  in  no 
need  of  the  puff  direct,  or  collateral,  from  us; 
but,  whilst  calling  attention  to  a  work  with  which 
his  name  must  be  indissolubly*  connected,  com- 
mon justice  requires  that  we  should  bear  our  fee- 
ble tribute  to   his  high  professional  attaioments 

and  reputation.     .    ;,   ,/  j  .;:..,   ;^ ;.v\^! 

The  great  diffieulties  are  overcome.    The  route 

beyond  New  River  is  comparatively  favorable. 

»The  work  will  now  advance  rapidly  to  completion. 

The  cars  will  reach  Newbern  by   1st  July,   and 

Wytheville,  13^5  miles,  during  the   month  of  Sep- 

.  tember.     All  the  heavy  work  Is  done  as  far  as 

'  Abingdon,  and  nothing  will  preTcnt  the  laying  of 

he  iron  at  the  regular  rate  of  progression.    As 


the  rails  are  supplied,  of  course,  ft-om  this  end 
only,  this  rate "  cannot  be  accelerated.  There  is 
no  reason  to  doubt  that,  by  the  middle  of  the  au- 
tumn of  next  year,  the  cars  will  reach  the  Tennes- 
see line. 

And  this  prompts  us  to  correct  a  very  general 
misapprehension — viz.  that  this  great  work  has 
been  carried  on  with  less  vigor   than  the  public 
had  a  right  to  expect.     Now,   we   venture   to  as- 
sert, without  the  fear  of  contradiction,  that  no 
enterprize  of  anything  like  the  same  magnitude, 
and  surrounded  by  like  difficulties,  has  ever  been 
prosecuted  with  more  vigor  and  success  in  Virgin- 
ia, or  in  the  South — if  indeed  in   the  Union. — Our 
files  will  show,  when  this  community  was  first 
roused  to  a  sense  of  its  duty  in  behalf  of  this  en- 
terprize, five  years  constituted  the  shortest  term 
within  which  the   most  sanguine  dared  hope  for 
its  completion.     This  period  was  fixed  upon  rath- 
er to  soothe  the  anticipations  of  ardent  friends, 
than  from  data  furnished  by  the  progress  of  other 
works  of  a  similar  character.     How  far  then  will 
performance   fall  short  of  promise  1     Work  was 
commenced  on  the  road  four  years  ago  last  Janua- 
ry, and,  as  we  have  said  it  will  be  in  use  before 
the  close  of  next  year — that  is,   within  less   than 
six  years  from  its  commencement     TKex  facts 
we  submit,  instead  of  substantiating  the  charge  of 
the  President,  Directors  and  Engineer  of  the  com 
pany. — LyncfUmrgh  Virginian. 

Internal  Commnnioatlon  In  HeMr  Tork  City, 


Our  city  needs  additional  longitudinal  thorough- 
fares, adequate  to  its  present  and  prospective  bu 
siness  operations.  Broadway  is  the  only  one  oc- 
cupying the  necessary  route  of  the  principal  tra- 
vel of  the  city.  As  an  inevitable  consequence  it 
is  over  crowded.  The  mutilations  which  have 
been  proposed  for  its  relief,  such  as  bridging  its 
length  with  an  elevated  railroad  are  probably 
wholly  impracticable  of  success,  as  steam  locomo- 
tive power  would  not  be  allowed  ;  horses  would  be 
inefficient  and  a  nuisance  to  the  street  below ;  and 
a  wire  rope  would  be  impracticable  unless  run- 
ning upon  a  parallel  line  to  the  general  grade  of 
the  street,  which,  as  Broadway  has  several  de- 
pressions and  elevations,  could  not  be  done  with- 
out a  great  elevation  of  th«  track  at  those  points 
where  it  ought  to  receive  the  greatest  travel,  such 
as  at  Whitehall  and  at  Canal  street.  As  engineer- 
ing plan^,  either  of  these  could  be  made  to  work, 
but  they  would  not  accomodate  the  social  demand 
io  an  agreeable  way.  It  is  practicable,  to  carry 
passengers  over  Broadway  in  balloons,  led  by  hor- 
ses in  the  street,  but  we  have  no  hydrogen  for  the 
inflation  of  such  an  enterprize.  We  are  anxious 
that  Broadway  should  retain  its  distinctive  char- 
acter as  the  noblest  promenade  in  any  city,  and 
would  not  deprive  it  of  any  of  its  optical  attrac- 
tions, at  the  expense  of  an  enterprize  proposed  in 
the  same  manaer,  and  as  unlikely  of  success,  as  the 
Thame*  Tunnel  of  London. 

It  is  known  that  propositions  are  pending  for  the 
removal  of  the  city  courts  and  offices  to  near 
Union  Place.  The  Park,  which  with  the  excep- 
tion of  its  trees,  has  none  of  the  attractions  of  a 
respectable  landscape,  and  occupied  mostly  by 
idlers,  with  an.  occasional  political  or  popular 
gathering, — would  then  be  released  to  its  proper 
occupation,  that  of  a  great  central  square  for  the 
arriiral  and  departure  of  the  travel  of  all  parts  of 
the  cit^,    To  the  water  ther«  would  be  access  by 


Broadway  on  the  right,   and  Nassau  street  and 
Broad  street  on  V  the  left  hand.     The  interests  of 
our  city  demand  the  wideninig  of  Nassau  street  by 
as  much  as  25  feet.    It  is  the  great  thoroughfare 
to  the  East  side  of 'down  town,"  and  could  it  ac- 
comodate any  extent     of  carriage   travel,  would 
rank  as  one  of  the  greatest  business  thorotighfares 
of  the  city.    Above  the  Park,   a  street  of  good 
width  should    be   opened  so  as   to  lie  between 
Broadway  and    Elm  street,  and   to  extend  and 
unite  with  Crosby  street,  which  latter  being  open- 
ed to  Lafayette  place,  would  complete  a  great 
thoroughfare  from  the  South  Ferry  to  14th  street 
uniting  the  extremes  of    the   town.     The   most 
crowded  part  of  the  city,  that  lying  below  Canal 
street,  has  avenues  parallel  to  Broadway,  at  twice 
the  distance  apart  as  those   between  Canal  uid 
14thstreet8.     ...>.:',  .     -v<   -J.'-  f..|,....>;-?ll^Ji^:,.-?VJ• 
To  complete  the  system  of  relief  streets,  Mer- 
cer street  requires   extension  to  Union  Place  and 
southerly   across  Lispenard,  Walker,  White  and 
Franklia   streets,  and   thence  turning  into  Erie 
Place,  the  depot  of  the  New  York  and   Erie  rail- 
road.    The  Sixth  Avenue  also  requires  a  direct  ex- 
tension from  Blcecker  to  the  foot  of  CanalJ  street, 
when  the  latter  point  would  become  whal  it  should 
and  will  be,  the  great  railroad  and  steamship 
depot  of  New  York.     With  the  extension   of  the 
Sixth  avenue,  the  foot  of  Canal  street  would   be 
the  concentrating    point  of  three  great  streets, 
either  of  which.  Canal  especially,  could  assume 
the  commercial  and   architectural  characteristics 
of  Broadway. 

We  woBld  deprive  New  York  of  no  one  of  its 
attractions,  but  on  the  contrary  while  we  would 
urge  the  occupation  of  the  "Park"  for  its  legitim- 
ate uses,  we  would  also  urge  the  opening  of  our 
great  Central  Park,  the  enlargement  of  the  Bat- 
tery, and  the  construction  of  our  necessary  and 
great  longitadinal  avenues,  worthy  of  the  unsur- 
passed commercial  position  of  which  we  enjoj  the 
rich  fruits.         '^^."  ::'.     •i\.   •  :■;'   1^  •  '  ri-V - 


Financial  Condition  or  Lionls^llU. 

In  the  very  interesting  and  satisfactory  message 
just  made  to  the  General  Council  by  his  Honor 
Mayor  Speed,  we  have  a  statement  of  the  finan- 
cial condition  of  Lf>uisville,  which  must  be  grati- 
fying to  evevy  citizen  who  feels  any  thing  like  a 
just  pride  in  the  growth  and  honor  of  the  city. 

Mr.  Speed  accompanies  his  message  with  three 
statistical  exhibits,  embracing  in  detail  the  receipts 
and  expenditures  of  Louisville  for  the  year  ending 
jOD  the  10th  of  March  last.  The  first  of  these 
statements  shows  that  the  assets  of  the  city  exceed 
her  liabilities  by  the  sum  of  S470,255.  The  second 
of  them  shows  that  on  the  10th  of  March,  1852, 
the  entire  amount  of  outstanding  city  bonds  was 
$683,710.  And  the  third  shows  that  of  this  sum 
8151,710  has  since  been  paid,  together  with  all 
accruing  interest,  out  of  the  resources  of  the 
sinking  fund. 

According  to  statement  third,  the  estire  amount 
of  city  bonds  outstanding  on  the  9th  March,  1864( 
was  $1,358,710.  Of  this  sum,  $51,710  has  since 
been  paid,  leaving  now  $1,307,000  as  the  total 
amount  of  outstanding  city  bonds.  Of  this  ag- 
gregate, the  Mayor  says,  $139,000  are  chargeable 
to  the  sinking  fund,  and  will  most  certainly  be 
redeemed  within  the  next  two  years ;  the  remain- 
ing $1,176,000  bonda  are  issued  for  subscriptions 
of  Gas  and  Railroad  stocks,  except  $75,000  to  the 
city  schools.  And  whilst  provision  has  been  made 
for  the  payment  of  principal  and  interest  on  the 
whole  of  these  bonds  (except  the  $75,000),  under 
contracts  with  the  corporations  to  which  they 
were  issued,  the  payment  of  principal  and  interest 
on  the  $200,000  of  bonds  first  issued  to  the  Looif* 
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ville  and  Frankfort  Railroad  Company,  S200,000 
issaed  to  the  JeffersonviHe  Railroad  Company, 
»nd  j^OO.OOO  issaed  to  the  Louisville  and  Nash- 
ville Railroad  Company,  is  provided  for  in  the 
event  of  failure  to  make  payments  on  the  part  of 
those  companies. 

The  Mayor  states  further  that  so  soon  as  the 
debts  now  charged  uiwn  the  sinking  fund  are  paid 
off,  the  city  will  have  a  sinking  fund  yielding  not 
less  than  8126,000  for  the  next  year  thereafter 
and  annually  increasing,  which  may  be  charged 
with  the  payment  of  interest,  and  gradual  liquida- 
tion of  the  principal  of  all  city  bonds,  without 
further  resort  to  special  taxation. 

Other  features  of  the  Message,  to  which  we  shall 
refer  hereafter,  are  quite  as  interesting  and  satis 
factory  as  this. — Louisville  Courier. 


>■■»■ 


agents  ;  and  although  that  negligence,  as  proven,  I  tions,  as 'well  as  others,  more  care  in  regard  to  the 
mainly  consisted  in    the   acts  of  the   driver,  still   fives  of  travellers  and  persons  passing  torough  the 

*i 1 — I—  .K«*  „i *„   -jj  1  streets  afid  highways,  it  is  not  the  duty  of  Courts 

to  adopt]  vie\^s  which  would  tend  to   render   such 


Jraraal  off   Ratlroail  Liavr* 

CONSTRUCTION  OF  NEW  YORK  BAILROAD  ACTS  IN  RE- 
GARD TO  DAMAGES. 

OUfield,  Administrator,  i^c.  vs.  The  New  York 
and  Harlem  Railroad  Company. 
~  Ingraham,  F.  J. — This  action  is  to  recover  dam- 
ages for  the  death  of  a  child  produced  by  the 
carelessness  of  persons  in  the  employ  of  the  de- 
fendants. The  action  is  brought  under  the  statute 
of  1847.  The  child  was  six  or  seven  years  of  age, 
living  in  the  neighborhood  of  the  accident.  She 
was  taken  to  the  Ho!)pital  and  died  before  night. 
The  evidence  shows  that  the  car  was  driven  faster]  show  that  any  'actual 


than  ordinary,  that  immediately  preceding  the 
accident,  the  driver  of  the  car  was  looking  in  a  di- 
rection different  from  that  in  which  he  was  going, 
and  that  if  he  had  noticed  the  child  when  the  wit- 
nesses did,  the  accident  might  have  been  avoided. 
Evidence  on  the  part  of  tfae  defence  was  offered  to 
explain  or  excuse  any  apparent  negligence  on  the 
part  of  the  driver.  The  evidence  on  this  branch 
of  the  case  to  some  extent  contradictory  and  was 
submitted  by  the  Judge  to  the  Jury  for  their  de- 
cision, with  proper  instrctions  as  to  the  effect  of 
negligence  on  'he  part  of  the  driver,  as  well  as  on 
the  part  of  the  child.  In  regard  to  the  child  also, 
I  think  the  same  rule  must  be  recognized.  There 
are  cases  where  permitting  a  very  young  child  to 
be  in  the  streets  without  an  attendant  is  of  itself 
evidence  of  negligence  suflScient  to  defeat  an  ac- 
tion of  this  kind,  but  those  cases  are  of  children 
much  younger  than  this  one,  and  although  there 
may  be  negligence  in  permitting  such  a  child  to 
be  alone  in  the  streets  of  a  city,  unattended,  still 
at  her  age  I  am  not  prepared  to  say  that  as  a  mat- 
ter of  law  such  negligence  is  to  be  presumed.  On 
the  contrary  I  think  it  is  properly  to  be  left  to  the 
Jury  to  say  whether  under  the  peculiar  circum- 
stances of  each  case,  a  child  permitted  to  go 
through  the  streets  at  such  an  age  was  or  was  not 
'possessed  of  sufficient  judgement  and  discretion 
to  avoid  ordinary  accidents  to  which  she  might  be 
exposed  in  crossing  the  streets  of  the  citv.  The 
defendants  moved  for  non-suit  on  thisgromid,  and 
also  for  the  want  of  evidence  of  any  pecuniary 
damage,  which  motion  was  denied.  The  motion 
was  properly  denied,  as  to  the  negligence,  because 
that  was  a  question  for  the  Jury,  and  as  to  the 
proof  or  damage,  because  at  any  rate  there  might 
be  nominal  damages.  Whether  the  Jury  might 
give  more  actual  proof  of  damage  will  be  consid- 
ered OB  another  branch  of  this  case. 

▲t  folio  41,  a  question  was  asked  of  a  witness, 
whether  there  were  any  guards  in  front  of  the  car, 
which  was  admitted,  and  to  which  the  defendants 
counsel  excepted.  Where  the  question  was  the 
negligence  of  the  defendants  and  their  servants, 
it  certainly  was  admissible  to  inquire  whether  the 
construction  of  the  car  was  such  as  to  tend  to  oc- 
casion the  accident.  If  the  car  had  no  breaks  by 
which  it  could  be  stopped,  it  might  be  shown  as 
evidence  of  carelessness.  If  it  had  no  guards,  and 
if  the  use  of  guards  would  have  prevented  it, 
such  evidence  was  properly  laid  before  the  Jury  for 
their  consideration. 

It  is  said  that  the  complaint  did  not  warrant 
snch  an  inquiry,  but  the  complaint  dtd  charge 


there  was  ample  room  under  that  charge  to  add 
any  facts  of  negligence  on  the  part  of  the  defen- 
dants in  the  construction  of  their  cars  which 
would  have  aided  in  causing  such  injury. 

The  third  point  of  the  defendants  is  that  the 
Judge  erred  in  charging  the  Jury  "that  the  plain- 
tiff COOld  recover  whatever  pecuniary  loss  the  next 
of  kin  (the  mother)  may  be  supposed  to  incur  in 
consequence  of  the  loss  of  the  child."  This  was 
qualified  by  adding  that  the  Jury  were  to  give 
what  they  should  deem  fair  and  just  with  refer- 
ence to  the  pecuniary  injury  resulting  from  the 
death.  The  Judge  also  excluded  all  considerations 
arising  from  the  sufferings  of  the  child  or  the  am- 
guish  of  the  parent,  and  confined  the  rule  of  dam- 
ages exclusively  to  indemnification  for  a  pecuniary 
loss. 

The  acts  under  which  this  action  is  brought, 
are  Sep.  1847,  p.  575,  and  Sep.  1849,  p.  389.  They 
provide  that  the  action  may  be  maintained  and 
damages  recovertd  whenever  a  case  occurs  in 
which,  if  death  had  not  ensued,  the  injured  party 
could  have  maintained  an  action.  The  principle 
of  liability  by  this  section  is  made  the  same  as  if 
the  injured  party  had  survived  the  accident  and 
had  brought  an  action  for  the  recovery  of  xlama- 
ges  for  such  injury.  In  such  an  action  by  the  in- 
jured party  it  would  not  for  a  moment  be  preten- 
ded that  it  would  be  necessary  for  a  recovery  to 
pecuniary   loss  should  be 


proven.  On  the  contrary,  the  mere  proof  of  tire 
injury,  and  that  it  was  occasioned  by  the  defen- 
dants negligence,  would  be  sufficient  to  isus  tain  a 
verdict  for  such  damages  as  a  Jury  might  award. 

The  second  section  of  the  statute,  as  amended, 
limits  the  recovery  to  S5,000,  and  provides  "that 
the  Jury  maj  give  such  damages  as  they  may 
deem  a  fair  and  just  compensation  with  reference 
to  the  pecuniary  injuries  resulting  from  such  death 
to  the  wife  and  next  of  kin  of  the  deceased  per- 
son." 

I  cannot  suppose  that  the  Legislature  intended 
to  confine  the  damages  in  such  case  to  the  proof 
of  actual  pecuniary  loss.  Such  a  supposition 
would  render  the  law  nugatory.  The  statute  was 
intended  to  give  damages  for  prospective  losses, 
and  not  for  what  could  be  proven ;  and  to  require 
proof  of  such  loss  won14  be  merely  to  obtain  the 
opinion  of  witnesses  in  such  a  question  instead  of 
the  opinion  of  a  Judge.  I  am  of  the  opinion  that 
such  was  not  the  intent  of  the  statute,  but  that 
the  rule  in  the  act  is  given  to  the  Jury  to  guide 
them  afler  they  have  before  them  the  circumstan- 
ces of  the  accident,  the  condition,  relationship, 
and  dependance  of  the  parties,  their  ability  and 
means  of  support  to  be  derfVed  from  the  deceased, 
(if  any,)  and  other  facts  of  this  nature,  in  forming 
their  opinion  of  what  the  pecuniary  loss  of  the 
next  of  kin  is  under  such  circumstances.  When 
the  Judge  gave  them  the  words  of  the  statute  as 
the  rule  of  damage,  he  certainly  did  not  err,  and 
when  be  told  them  that  the  damages  were  to  be 
what  the  mother  may  be  supposed  to  incur  by  the 
death  of  the  child,  he  only  told  them  that  the  dam- 
ages were  to  be  a  sum  which  in  their  opinion 
would  be  the  pecuniary  loss  of  the  next  of  kin. 
Any  other  construction  would  entirely  destroy  the 
intent  of  the  statute,  which  was  to  give  to  the 
next  of  kin  aright  of  action  for  an  injury,  which 
the  injured  person  would  have  had,  had  not  the 
injury  resulted  in  her  death.  And  we  cannot  adopt 
any  other  conclusion  a$  to  the  policy  of  this 
law  and  that  it  was  intended  to  compel  persons 
and  corporations  engaged  in  a  business  which  en- 
dangered the  lives  of  the  citizens,  to  be  more 
careful  than  had  been  the  case  before  its  passage 
and  by  affording  a  redress  for  such  injuries,  which 
did  not  exist  betbre,  to  punish  them  for  their  neg- 
ligence. Such  an  intent  is  evidenced  by  the  2d 
section  of  the  act  of  1860,  which  inflicts  upon  the 
guilty  agent  or  servant  of  a  company,  punish- 
ment for  the  offence  for  which  damngea  may  be 
recovered. 

In  the  construction  of  acts    passed  evidentty 
witb  i^e  JDtont  of  re^uirio|  ftvm  raUrofid  corpora- 


acts  nu^tory  ard  enable  violators  of  them  to  es- 
cai>e  witih  impunity,  as  was  often  the  case  before 
this  stat^ute  Was  enacted,  but,  on  the  contrary,  to 
give  thei'stattte  effect  by  adopting  the  evident  in- 
tent wit  1  which  it  was  passed,  and  holding  those 
who  nef  ligeiitly  destroy  the  lives  of  third  persons 
responsible  for  the  consequences  of  such  neg- 
ligence.       I 

But  i  b  is  sAid  that  the  damages  arc  excessive!') 
The  am  sunt  awarded  by  the  Jury  was  SI -300.  A  ' 
slight  ekcessf  in  the  amount  under  circumstances 
of  the  kind  ^hich  give  rise  to  such  an  accident, 
would  not  justify  a  reversal  of  the  judgement,  and 
where  tpe  afiount  is  resting  mainly  in  the  discre- 
tion of  the  Jury,  although  they  have  awarded  an 
sum  lar^r  than  the  Court  might  have  granted  if 
the  casie  had  been  tried  without  a  Jury,  such  a 
excess  4oe8  (lot  wjurant  a  new  'trial.  The  Jury 
have  intended  to  afford  an  ample  compensatioa 
for  the  loss,  still  although  the  amount  of  the  ver- 
dict is  large,  it  does  not  afford  evidence  of  preju- 
dice, or  partiality,  or  corruption,  andjif  not  there 
is  no  ground  for  granting  a  new  trial  because  the 
damages  are  large. 

My  conclusion  is  that  the  judgement  should  be 
affirmed.       ;  i^ 

!  I       N      *       ^  ■ 

Woodruff,  J.  —Toe  evidence  relating  to  the 
construction  of  the  car,  to  which  objection  was 
made  on  thie'  trial  in  this  case,  was,  I  think,  ad- 
missible u{><>n  this  ground,  (even  conceding  that 
upon  a  stridt  Construction  of  the  complaint  herein 
the  plaintiff  was  confined  to  proof  of  negligence  of 
the  driver  in  the  management  thereof,)  viz  :  Wha\ 
would  be  prudent  and  careful  in  the  management 
and  driving;  of  a  well-constructed  car,  amply  pro- 
vided with  ©rakes,  by  which  it  could  be  stopped 
in  due  time,  and  with  fruards  to  prevent  injury  to 
persons  in  qase  of  accident,  might  b»Tery  impru- 
dent, careless,  and  e^n  reckless  in  driving  a  car 
ill  provided,  with  braKes  and  guards.  And  espe- 
cially in  th*  streets  of*  a  city,  where  numbers  are 
constantly  ^ropsing  and  re-crossing,  a  car  of  the 
latter  desctiption  should  be  driven  much  more 
slowly  and  icautionsly. 

In  respeat  to  the  rule  of  damages  in  a  case  like 
the  present,  I  am  not  satisfied  that  the  latitude 
given  to  the  jury  in  the  charge  in  the  present  case 
is  warranted  by  the  true  construction  of  the  stat- 
ute under  ^hich  the  suit  is  brought — although 
the  wonLs  df  the  statute  were  stated  to  the  Jury, 
they  seem  itt  the  same  time  to  have  been  authori- 
zed to  indulge  somewhat  freely  in  considering 
what  damages  the  "  mother  may  be  supposed  to 
incur ;'  and  I  think  it  by  no  means  clear  that, 
when  the  Aeath  of  a  child  of  six  years  of  age  is 
contemplatbi  solely  "  with  reference  to  the  pecu- 
niary injury  resulting  from  such  death  to  the  next 
of  kin,"  it  can  be  said  that  such  a  death  has  occa- 
sioned any  damage  ;  and  especially  where,  as  in 
the  present  case,  ibe  mother,  who  was  the  only 
next  of  kit,  had  contracted  a  second  marriage. 
It  is  not  easy  to  perceive  that  the  death  of  her 
young  and  dependent  offiipring  could  occasion 
pecuniary  loss  to  ber  beyond,  perhaps,  the  ex- 
pense of  medical  attendance  and  burial  expensesf 
if  borne  by  her. 

The  construction  of  the  statute  in  question  is 
not  clear  upon  this  subject.  It  has  been  supposed 
by  some  tu  have  been  only  inteD<led  for  the  in- 
demnity of  those  whose  relations  to  the  person 
killed  were  such  that  he  or  they  had  a  l^gal  right 
to  some  pecuniary  benefit  which  would  result 
from  a  continuance  of  the  life,  and  which  was  lost 
by  the  deat,h — and  not  to  be  applicable  to  injury 
like  the  pr(;sent,  where  it  caused  the  death  of  a 
child  of  tender  years  and  yet  in  a  state  of  depen- 
dence. 

I  am,  however,  under  the  circumstances  and  es- 
pecially after  three  trials,  (in  two  of  which  the 
Jury  failed  to  agree,)  disposed  to  cocur  with  my 
brethern  in  affirming  the  jadgmcnt,  leaving  the 
defendants^  if  so  a4vised,  to  prosecute  their  ap- 
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peal  and  obtain  a  construction  of  the   statute  in 
qucstioa  (Vom  the  Court  of  Jast  resort. 
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Price  of  liOComotlT'es* 

The  profits  vf  Locomotive  building  are  less  now 
than  at  two  or  three  years  since,  owing  to  a  diflS- 
culty  in  obtaining  advances  in  prices  proportion- 
ate to  the  advanced  rates  of  labor  and  materials, 
and  to  the  more  expensive  construction  of  loco- 
motives as  now  made.  We  know  of  a  large  estab- 
lishment of  good  reputation,  and  commanding  con- 
stant employment,  but  which  has  yielded  less  and 
less  profits  each  year  for  the  two  or  three  years 
just  passed,  owing  to  this  difficulty.  Where, 
two  years  since,  many  roads  were  paying  from 
$7000  to  S8000  for  their  heaviest  engines,  it  is  dif- 
ficult to  advance  prices  to  paying  rates,  under  the 
present  charges  upon  locomotive  builders.  The 
prices  of  engines  must  gradually  rise  to  a  paying 
point,  else  we  fe/ir  our  roads  will  suffer  the  effects 
of  unsound  work.  One  or  two  establishments  of 
our  acquaintance,  who  have  never  resorted  to  ex- 
pedients to  cheapen  their-  engines  at  the  expense 
of  safety,  durability  or  efficiency,  and  who  are  de- 
termined to  sustain  a  reputation  so  richly  deserv- 
ed, have  already  boldly  established  prices,  which 
while  they  are  the  lowest  compatible  with  the 
present  aspects  of  the  trade,  will  yet  pay  a  just 
profit.  The  limit  of  price  of  the  heaviest  first  class 
engines,  in  demand  for  heavy  busines,  will  proba- 
bly reach  S12,000,  and  wo  feel  satisfied  that  pro- 
portionate prl)!ta  must  be  paid  for  engines  of  each 
class  in  order  to  secure  good  work  to  the  pur- 
chaser. 

Engines  are  made  in  a  better  maoner  and  at 
more  expense  now  than  at  two  or  three  years  ago. 
A  heavier  engine  is  now  built  for  a  given  cylinder 
capacity,  while  wrought  iron  and  brass  are  used 
in  many  parts  formerly  made  of  cast  iron,  which 
is  the  cheapest  material  which  a  locomotive  build- 
er can  use  in  the  construction  of  his  work. 
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Atlantic  and  St.  Lawrence. . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennel>ec  and  PortLind " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern ._. .  " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell . .  Mass. 

Bostfjn  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch "     | 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 


Nortb  and  Soutli  Railroad. 

A  numerously  attended  meeting,  in  favor  of  the 
above  project,  which  contemplates  the  construc- 
tion of  a  railroad  from  the  Jersey  shore,  opposite 
the  Narrows,  through  Eastern  New  Jersey,  De- 
laware and  Maryland,  to  the  Chesapeake  Bay 
opposite  Norfolk,  was  held  in  this  city,  at  the  As- 
tor  House,  on  the  31st  ult.  A  number  of  influen- 
tial gentlemen  were  present  from  all  the  States 
named,  as  well  as  from  New  York.  The  road  will 
run  direct  fiom  Raritan  Bay  to  Delaware  Bay, 
where  a  ferry  of  about  12  miles  will  bo  required, 
.  Thence  to  Cape  Charles,  opposite  Norfolk.  The 
whole  distance  between  New  York  and  Norfolk 
will  not  exceed  300  miles.  It  is  estimated  that 
the  road  can  be  built  for  $4,000,000.  The  route 
is  remarkably  favorable. 

The  above  work  is  aa  important  one  for  New 
York,  in  opening  a  new  avenuo  to  a  section  of 
country  that,  for  want  of  such,  has  but  limited 
intercourse  with  this  city.  It  would  enable  the 
traveler  to  reach  Norfolk  in  just  about  the  time  it 
now  takes  him  to  reach  B  'limore,  effecting  a 
saving  of  some  12  hours  over  the  old  route.  It 
would  prove  a  most  valuable  work  to  the  city,  as 
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868,038 


196,847 

46,072 

opened 

96,737 
opened. 

136,017 

opened. 

opened. 

116,706 

478,413 

79,262 


316,269 10 


124,740 
76,890 
opened. 

106,320 
1,261,987 

641,7691 


none 
none 

7 
none 

4 
none 


83 
80 
41 
98 
24 
27 

104 
85 
49 
88 

104} 

"iai 

21 
9 
6! 

921 


90 
104! 
82i 
100 
40 
67 
80 
97} 
90 
117 
57 
08i 

•  •  •  • 

164 
61 
96 
70 
96 
66 
120 


none 


none 

•  •  •  • 

none 

8 
10 

7 


93 

I  *  •  • 

40 
66 

66' 
130 


68k 
64 
48i 
28 
1021 
I5i 
70 


80 
83 

92* 
148 

•  •  •  • 

181 


126 
66 
78i 
741 
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Ptnn.260 

"    i  m 


4 

381 

38 

6 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


Kv. 


Ohio. 


lyi 

211 
1 101 
71 
50 
65i 
93 
33 
88 
60 
80 
125 
38 
29 
66 


Pennsylvaiii.i  Central 

Philadelphi.-i  and  Trenton " 

Peansylvauia  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Siuiquehauna. .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petorsburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..     " 
Rich.,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tenncs.sec " 

Winchester  and  f  otomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  B.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and'  Ohio " 

Montgomery  and  West  Point.      " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Temi. 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 

Frankfort  and  Lexington " 

Louisville  and  FraiJifort " 

Maysville  and  Lexington " 

Cleveland  and  Pittsburgh , 

Clevel|ind  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Colombua  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton     " 

Cincinnati  and  Marietta " 

Dayton  and  Western ^' 

DaytOD  and  Michigan ^^  •  ** 

Eaton  and  Hamilton " 

Greenville  and  Miami. ......  ^     " 

Hillsboro «.%««»;•  «.«.,.     " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania....  ..     " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...     " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central  . .  .• " 

Indiana  Northern " 

Indianapolis  and  BcUefoutalne  " 
Indiaiiopolis  and  Cincinnati..  " 
Lafayette  and  IndianapoUs . . .  " 
Madison,  Indianapolis  &  Peru  " 
Terre  Haute  and  Indianapolis     " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago 4     " 

Michigan  Southern  and  Ind.  N.Mich.  315i 

Michigan  Centra) "     ;28; 

Pacific Mo.  j88 


9,768,156 


13.118,002 
1,650,000 


709,000 
1,372,321 

686,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


3,600,000 
4,000,000 
1,013,088 


a 


5,000,000 


5,67"?, 103 


173,867 
200,000 


503,006 
640,000 
409,150 
707,958 
120,000 
1,134,698 


500,000 
3,000,000 


686,887 


lOOi 

147 

95 

135 

46 
61 

601 


776,269 
879,868 
688.611 


836,000 
2,093,814 
1,430,160 

367,218 


418,187 

1,214 

163,000 


160,000 

400,666 


o  2 


c  c 

o  "• 


13,600,000 


22,264,338 
1,050,000 


In  i)rog. 
In  prog. 
1,163,928 
In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,266 
416,532 
2,965,674 


"  fe  S 

o 


>> 


1,943,827 


be* 

.So 


o 

a 

•a 
a 

"> 


617,626 


2,033,420 
348,622 
413,673 


In  prog. 

7,002,396 
In  prog. 

3,465,879 


227,593 

V22',86i 
254,376 

62,761 
210,052 
109,268 

89,776 
610,038 


1,000,717 


1,979,100 
2,000,000 


3,027,000 


40 
20 
36 
31 
37 
84 

167 
67 


2,100,000 

*  310,666 


187 


j  44 
I  ai 


131 
83 
90 
62 

169 
72 


2,668,402 

900,000 

2,387,200 


641,000 
850,000 
900,000 


1  142,200 
1,600,000 


408,200 


500,000 
660*666 


1,277,334 
In  prog. 

743,625 
In  prog. 
In  prog. 
In  prog. 

1,330,%0 


Ib  prog. 
In  prog. 
In  prog. 
684,902 


In  prog. 

3,279,908 


986,074 
9.34,424 
278,739 
59,590 
129,396 


798,193 
216,237 
152,536 


72,370j 
j 

74,113  none 
113,256 


99,077 
42,736 


10 
I  none 
1I2 
163,898   6 


609,711 


173,642 


635,608 
456,468 
149,960 

21,7311.. 

71,535'  8 


^% 


•c 


97 


1021 

58 


77 

70 

40 

100 


60 
98 


76.0791  8 


87,421|      44,260| 


3,655,000 
2,000,000 


432,682 


777,793 


2,659,663 1   321,793 

In  prog.     ' 

926,000  Recently 
In  prog. 


482,0001 


In  prog. 
3,169,733 


1,000,000]  1,856,0001 


1,767,000 


1,760,700 


760,000 
1,291,700 


i^'>wrw 


1,128,486 


135 
92 


2,647,700 
632,387 


2,400,000 


Sj........ 


2,450,000 


4,110,148] 
In  prog. 


667,569 
640',5i8 


267,2781  10 


125 

lie" 
ioi* 


63 
80 


483,46412 


200,967 
opened. 


352,138 
113,461 


10 


Recently ,  opened. 

jlnprog.     I 

300,000         "  Recentlv^opened. 

26,000   1,310,0621    314,434     168,612 
In  prog.     I    237,506 


•  •V**    A»'« 


10 


Recently  opened. 
1 ,289,000   1 ,869,932  Recently  opened. 

opened. 

1,241,30(>  2,400,000]  516,4141  268,075 
663,100  1,363,019;  106,944   71,446 


4,000,000 


4,600.000 


10 

4 


473,6481    286,162;.. 


500,00OiIn  prog. 
3,741,664|  7,276,616  1,200,922    586,929 
3,977,563  8,618,6061,146,598    582,816 


1 


non 


Id  progresiRecvQtly  opened. 


lUyl  O] 


17 
8 


46 

761 
90 


116 
65 


102i 
62 

75 


56 


111 


77  i 
79 


107 
774 


90 

76 


82 
108 


126 

1194 

104i 


•s  :•:.•?■- 
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it  traverses 'for  its  whole  length  a  district  from 
wJiich  our  people  obtain  their  supplies  of  early 
fruit  and  \iee.;tables.  The  greater  i»art  of  the 
route  is  through  an  excellent  farming  country. 

From  ih^  character  of  the  parties  connected 
with  the  project,  wi-  presume  it  will  be  commenced 
immediateljr,  and  completed  at  the  earliest  prac- 
ticable moment.         ' 


'  Coal. 

We  adve|-ted  last  iweek  to  the  want  of  a  gi^at 
ruad  between  our  city  and  tli.i  coal  regions.  Such 
an  eutcrprse  has  ncniained  unfinished  for  the 
want  of  tlnir,  in  the  |midst  of  other  ••mploymcnts 
of  our  capital  and  energy.  The  want  of  such  a 
work  was  n^vcr  greater  than  now.  The  Delaware 
and  Huds<fi  Compatny,  with  its  stock  at  116, 
brings  us  fbout  600,000  tons  yearly  :  and  the 
Morris  Canal,  during;  1853,  brought  255,800  ton.s  ; 
the  amoun^  of  both '  being  less  than  one-half  of 
our  ordinal-  domestic  demand. 

The  coal  regions  of  Pennsylvania  are  becoming 
the  objects  of  a  large  amount  of  railroad  enter- 
prize  in  no^boring  dities,  The  northern  Pennsyl- 
vania, and  the  Nofthern  Central  of  Maryland, 
will  occupy  some  of  the  Ix^t  local  sources  of  re- 
ception. Uj»on  the  4cvelojSment  of  the  coal  trade 
of  those  roads  it  will  secft  New  York  through 
Philadelphia  and  Baltimore,  unless  our  city  secur- 
es in  the  meantime  corresponding  facilities  of  her 
own. 

A  consolidated  Hne  from  New  York  to  the 
North  Branch  of  the  Susquehanna  at  Pittston 
would  secure  the  shortest  access,  not  only  to  the 
coal  region,  but  to  the  Western  part  of  New  York 
and  to  the  whole  system  of  roads  approaching  the 
southern  border  of  our  state  from  tVe  west. 

As  an  inirshiuni,  a  coal  road,  aiming  also  to  a 
complete  connection  with  the  ultimate  railroad 
system  of  Northern  Pennsylvania,  would  com- 
mand returns  not  exceeded  by  any  coming  from 
laiituaU  business  in  tlie  west. 


Notice  to  Brief  g:e  Builders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Works, 
of  the  Huntingdon  and  Broad  Top  Railroad. — 
Plans  and  specifications  will  be  exibited  at  the  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN,  Chief  Eng 
Huntingdon,  May  6,  1854. 


EXTENSION  OF  TIME. 

THE  period  for  receiving  proposals  fur^e  Su- 
perstructure of  Bridges  and  Trestle  work  on 
the  Huntingdon  and  Broad  Top  Railroad,  has  been 
extended,  by  order  of  the  Board  of  Directors,  to 
Saturday  evening,  June  2Uh. 

S.  W.  MIFFLIN  Chief  Eng. 
Huntingdon,  Pa.,  June  7,  1854. 


Buffalo  and  BraMtford  Railroad. 

The  Rochester  pa|>cni  announce  that  the  Hon 
James  Wadsworth,  President  of  4lic  Buffalo  and 
Brantford  Railroad,  who  has  recently  returned 
from  England,  where  he  has  been  on  business  con- 
nected with  the  road,  has  been  eminently  success- 
ful in  the  objects  of  his.  voyage— the  negotiation 
of  the  bonds  of  the  Company  and  the  purchase  of 
iron  for  the  remainder  of  the  road— and  that  ita 
completion  to  Godorich  will  be  prosecuted  with  all 
possible  dispatch. 
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Bair«i«  and  New  York  City  RaUroad. 

The  Committee  of  bondholders  appointed  to 
inquire  into  the  causes  of  the  non-payment  of  the 
interest  recently  falling  due  on  a  portion  of  the 
'  first  mortgage  bonds  of  the  Com|)ady,  and  also 
into  the  condition  of  its  financial  .iflfairs,  prospects, 
&«.,  have  submitted  their  report,  which  ia  sub- 
stance is  as  follows : 

It  appears  that  the  whole  amount  expended  by 
the  Company  in  construction  has  been  $3,552,638, 
which  sum  has  been  received  from- 

Capital  stock $798,400 

Funded  and  floating  debt 2,763,635 


,.  $3,552,035 
For  this  sum  the  committe  8tat£!  that  the  com- 
pany have  a  well  constructed  road  of  91  miles  in 
length,  ^  large  amount  of  real  estate  in  the  city 
of  BufTalo,  worth  at  least  $400,000,  a  complete 
rolling  stock  and  equipment,  consisting  of  16  loco- 
motives, 16  passenger  cars,  138  freight  cars,  70 
gravel  cars,  'vith  the  usual  complement  of  bag- 
gage, emigrant  and  mail  cars. 

The  accounts  of  the  carnimrs  and  expenses  of 
the  road  are  in  the  charge  of  a  faithful  and  ex- 
perienced officer,  and  seem  to  be  in  a  high  state 
of  order  and  system. 

The  committee  state  they -wish  they  could  speak 
with  equal  satisfaction  of  the  financial  condition 
of  the  company,  which  they  state  to  be  as  fol- 
lows ; 

First  mortgage  bpnda  sold  and  hypo- 
thecated   $1,200,000 

,  Second  mortgage  do 500,000 

"Third  mortgage     do 575,000 


Total  mortgage $2,275,000 

BONOS    ISSUED. 

Of  these  of  the  first  are  actu- 
ally sold $1,044,000     . 

Of  the  second 6,000 

Of  the  third 359,000 

Of  tke  first  mortgage  bonds $1,409,000 

are  hypothecated 156,000 

Of  the  second 494,000 

Of  the  third 216,000—860,000 


Total  ...;.... ..$2,275,000 

Of  the  mortgage  bonds,  then,  there  are 

held  by  bona  fide  holders $1 ,409,000 

As  security 866,000 


Total ....  ..........  ..$2,275,000 

This  latter  amount  of  $866,000  is  held  against  a 
part  of  the  floating  debt  which  as  appears  by  the 

report,  amounts  to $1,181,635 

A  considerable  amount  of  the  floatii]g  debt  is 
without  security,  and  a  large  part  of  it  has  been 
put  in  suit. 

The  amount  of  judgments  actually  recovered,  in- 
cluding one  of  Mr.  Patchin,  the  President,  for 
$155,632  72,  (for  cash  advances  claimed  to 
have  been  made  to  the  company  rendered  Dec. 
3,  1853,  is $211,056  35 

Of  demands  now   in  suit   on  which 
judgment  will  soon  be  obtained. . .    265,043  87 


the  Committee  do  not  intend  to  express  an  opi- 
nion.] 

In  March  last  the  Sheriif  of  Erie  County  was 
required  to  sell  the  personal  property  of  the  Com- 
pany, including  its  rolling  stock,  under  an  execu- 
tion obtained  against  the  road  by  the  Lackawanna 
Iron  and  Coal  Company,  on  the  27th  Feb.,  1854, 
for  $10,502  13,  and  did  so.  The  property  was 
struck  off"  to  Mr.  Patchin,  the  President  of  the 
Company,  (also,  it  will  bo  recollected,  a  judgment 
creditor  to  a  large  amount,)  in  his  own  name  and 
for  the  sum  of  about  $15,000. 

By  virtue  of  these  proceedings  Mr.  Patchin 
claims  now  to  hold  the  rolling  stock  in  his  own 
right,  subject  only  to  the  chattel  mortgage  above 
referred  to.  As  to  the  validity  of  this  claim,  your 
Committee  do  not  intend  to  express  any  opinion, 
but  it  is  proper  to  say  that  Mr.  Patchin  also  ex- 
presses his  willingness  and  intention,  in  case  the 
aflairs  of  the  Company  are  put  on  a  satisfactory 
basis,  to  relinquish  any  personal  claim  that  he 
may  have  to  the  rolling  stock,  and  your  Commit- 
tee have  full  confidence  that  Mr.  Patchin  wil?  not 
permit  any  interest  that  he  may  have  in  this  ques- 
tion to  stand  in  the  way  of  the  permanent  welfare 
of  the  road. 

Such  then  is  the  general  condition  of  the  affairs 
of  the  company.  With  a  capital  stock  of  less  than 
eight  hundred  thousand  dollars,  mortgage  bonds 
Issued  to  $2,275,000,  or  three  times  the  amount 
of  the  capital  stock.  Income  bonds  to  th^  amount 
of  $163,000.  Judgments  against  the  Company 
actually  obtained,  or  on  the  eve  of  being  so,  for 
$476,000,  or  three-fourths  of  the  amount  of  the 
stock.  A  chattel  mortgage  on  all  the  rolling 
stock  and  equipments  of  the  road,  to  secure  a 
sum  of  $80,000,  and  a  sale  of  the  personal  pro- 
perty under  execution,  subject  to  that  mortgage, 
it  would  be  equally  idle  and  impolitic  to  endeavor 
to  conceal  the  fact  that  tiie  present  financial  posi- 
tion of  the  company  is  one  of  the  most  serious 
difficulty  and  embarrassment. 

We  turn  now  to  the  next  branch  of  the  inquiry 
which  your  committee  was  instructed  to  make, 
viz:  as  to  the  present  business  and  future  pros- 
pects of  the  road :  for  here  must  be  sought  the  real 
practical  solution  of  the  problem  on  which  we  are 
engaged.  In  this  respect,  also,  the  result  is  un- 
satisfactory. By  the  statement  made  by  this- 
company,  as  it  appears  in  the  report  of  the  State 
Engineer,  made  to  the  Assembly  on  the  16tfa  of 
February,  1854,  (Assembly  Documents  No.  120,) 
the  cash  rgceipts  of  the  road  for  the  year   ending 

September  30, 1863,  were S194,898  43 

And   the   the  expenses   of  operating 
and  maintaining  the  road  cars,  &c.,  '-    ' 

were $162,004  90 


Leaving  a  net  revenue  for  the  year  of  $33,893  53 

(in  fact,  however,  only  about  eleven  months,  as 
the  road  opened  throughout  the  line  on  the  Ist 
November,  18C2.)  Such  is  the  result  of  the  last 
year. 

As  to  the  present  year.  Schedule  2,  annexed  to 
the  answers  of  the  Board,  shows  that  the  total  re- 
ceipts of  the  company  for  March  and  April,  1854, 

were $37,661  45 

Whilst  the  expenses  for  the  same  time 
.were 34,961  75 


Total  amount  of  judgments  now  re- 
covered or  80^  to  be  obtained $476,100  22 

Income  bonds  have  been  issued  to  the 

amount  of $163,000  00 

In  addition  to  this  (says  the  report),  on  the 
27th  December  the  company  executed  a  chat^I 
mortgage  on  the  rolling  stock  and  equipment*of 
the  road  to  two  of  its  judgment  creditors,  to  se- 
cure the  payment  of  $86,000,  of  which  sum  a  por- 
tion has  been  paid.  [How  -fiir  this  chattel  mort- 
gage takes  precedence  of  the  prior  mortgages  on 
Vbe  road  in  which  the  rolling  stock  is  specified, 


Leaving  a  net  business  for  two  months 

of $2,687  70 

To  which,  if  we  had  the  sura  of 8,636  92 

expended  during  the  same  time  on  re- 
pairs of  the  track,  as  appears  by  an- 
swer 17  of  the  Board,  the  net  re- 
ceipts for  the   last  two  months  will 


he $11,226  62 

The  above  calculation  is  important  because  it 
goes  to  explain  the  non-payment  of  the  interest  due 
on  the  1st  inst.,  but  if  unaccompanied  by  further 
explanations  would,  in  the  judgment  of  your  com 
mittee,  give  a  very  erroneous  opinion  as  to  tllte 
business  of  the  road.  In  the  first  place,  the  sum 
above  9titte(J,  spa»ll  m  it  ia,  is  {t  yery  ^oosiderj^- 


ble  increase  for  the  same  time  last  year.  The 
road  opened  in  November,  1852 :  the  receipts  in 

March  and  April,  1853,  were  but $29,857  88 

(See  statement  prepared  by  Mr.  Townsend,  anex- 
ed.)  Showing  an  increase  this  year  of  about  38 
per  cent. 

Again  the  business  of  the  last  year  during  the 
Fall  mouths  was  very  much  larger.  The  receipts 
of  the  road  for  September,  1853,  were. $36,272  34 

October 41,645  35 

November 29,401  12 

While  the  expenses  in  October,  1853, 

were 13,678  68 

November 13,946  79 

Showing  that  the  business  of  the  road,  and  its  re- 
ceipts can  be  greatly  increased  without  any  addi- 
tion of  expenditure' 

If  the  business  of  the  road  increases  during  the 
remainder  of  the  present  year,  in  the  same  ratio 
that  it  has  the  last  two  months,  the  revenue  will 
be  very  largely  augmented. 

It  is  indeed,  in  the  judgment  of  your  commit- 
tee, to  the  gradual  and  steaiy  increase  of  the  bus- 
iness of  the  road,  that  all  parties  interested  in  it 
must  look  for  their  ultimate  support  and  product- 
ion. 

It  would  be  an  easy  matter  to  involve  the  com- 
pany in  litigation — to  overwhelm  it  with  suits — to 
put  it  into  the  hand  of  receivers — to  stop  its  oper- 
ations altogether;  but  there  is  no  one  of  its  credi- 
tors in  the  present  position  of  its  affairs  who  will 
not  consult  his  own  interest,  by  pursuing  a  more 
patient  and  forbearing  course. 

The  interest  of  the  mortgage  bond-holders,  the 
most  favored  class  of  the  creditors,  is  largely 
represented  in  your  committee ;  but  we  are  clearly 
and  unanimously  of  opinion  that  it  would  be  nei- 
ther equitable  nor  expedient  to  pursue  a  rigorous 
and  a  stringent  course  to  the  disregard  of  the  in- 
terest of  the  large  body  of  stockholders,  and  of  the 
wishes  and  feelings  of  the  numerous  local  popula- 
tion scattered  along  the  line  of  the  route. 

As  regards  the  stockholders  particularly,  it  ap- 
pears clear  to  your  committee  that  no  such  pro- 
ceedings should  be  taken  until  they  have  been 
fully  apprised  of  the  condition  of  the  company, 
and  invited  to  give  their  aid  and  co-operation. 

Looking  then  to  the  gradual  growth  of  the 
business  of  the  road,  yo'ir  committee  do  not  hesi- 
tate to  express  the  opinion  that  the  longer  the 
road  is  known,  and  the  more  it  is  considered,  the 
more  favorably  its  prospects  will  be  regarded. 

The  way  travel  is  steadily  and  certainly  in- 
creasing—a  very  valuable  and  fertile  tract  of 
country  is  opened  for  cultivation  and  settlement, 
and  the  magnificent  gorges  and  cascades  of  the 
Genesee  River  must  soon  make  Portage,  situated 
half  way  between  Hornellsville  and  Buffalo,  one 
of  the  principal  points  of  attraction  for  summer 
travelers. 

But  other  and  more  important  con^derations 
present  themselves.  The  opinion  appears  to  be 
rapidly  gaining  ground,  that  the  natural  termin- 
us of  the  New  York  and  Erie  Railroad  on  the 
Lakes,  is  at  Buffalo,  and  not  at  Dunkirk,  and  that  ia 
the  same  way  aii  the  Piermont  terminus  on  the 
Hudson  River  has  been  in  a  good  part  abandoned 
in  favor  of  New  York,  so  the  Dunkirk  terminus 
must  sooner  or  later  be  abandoned  in  favor  of 
Buffalo.  The  comparative  size  and  importance  of 
the  two  places,  the  relative  merits  of  the  harbors, 
the  different  class  of  vessels  that  ply  between  the 
two  ports,  and  the  general  Course  of  the  great 
western  trade,  seem  strongly  to  sustain  these 
views;  and,  in •  connection  with  this  it  is  a  fact 
worthy  of  notice,  that  the  distance  from  Hornells- 
ville, over  the  Buffalo  and  New  York  City  Rail-- 
road,  via  Buffalo  to  Dunkirk,  is  the  same,  with 
the  difference  of  four  miles,  as  that  from  Horn- 
ellsville direct  to  Dunkirk  over  the  Erie  Rail- 
road. 

If  your  committae  be  correct  in  supposing  that 
a  due  regard  for  their  own  interest  must  finally 
induce  the  New  York  and  Erie  Railroad  Company 
to  make  their  western  terminus  at  Buffalo,  then 
there  can  be  no  doubt  whatever  as  to  the  ultimate 
prosperity  pf  Uie  Buffalo  and  New  yorli  City  R^J. 
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road.  There  is  no  other  coDDection  between  Buf- 
falo and  the  New  York  and  Erie  Railroad,  that 
can  at  all  compete  with  it,  and  regarded  as  an  in- 
dispensable link  in  the  chain  of  commanication 
between  Buffalo  and  New  York,  by  the  way  of  the 
latter  road,  its  importance  at  once  becomes  mani- 
fest. As  compared  with  the  Central  Road,  the 
distance  is  shorter  by  twenty-one  miles,  and  that 
with  the  diflference  of  guage,  the  picturesque 
character  of  the  country,  and  the  great  freighting 
interest  of  the  southern  tier  of  counties,  must  al- 
ways give  it  a  great  share  of  the  business. 
For  the  purpose  of  relieving  the  company  from 

its  embarrassments,  the  committee  recommended 
that  :— 

"  The  present  stockholders  of  the  Company 
raise  the  sum  of  $150,000  by  the  issue  of  a  prefer- 
ed  stock  under  the  recent  act  of  the  Legislature 
above  referred  to ;  this  sum  to  be  applied  towards 
the  payment  of  the  debts  for  which  the  second 
mortgage  bonds  are  pledged,  and  to  cancel  said 
bonds,  BO  as  practically  to  make  the  third  mort- 
gage a  second  mortgage,  provided  that  the  holders 
of  the  unsecured  floating  debt  will  consent  to  re- 
ceive payment  thereof,  part  in  third  mortgage 
bonds  and  part  in  preferred  stock,  in  as  nearly 
equal  proportions  as  may  be,  and  provided,  fur- 
ther, that  the  holders  of  the  third  mortgage 
bonds  will  raise  the  sum  of  S200.000,  to  be  appli- 
ed to  the  object  above  stated,  of  cancelling  the 
second  mortgage  bonds,  and  receive  for  said  $200- 
000  third  mortgage  bonds.  This  arrangement  to 
be  assented  to  by  the  parties  interested  by  the  1st 
day  of  July  next." 

Id  speaking  of  the  management  of  the  Compa- 


ny, the  committee  state : — 

"  That  after  making  an  examination  of  the  af- 
fairs of  the  Company  as  close  and  careful  as  the 
short  time  given  as  has  rendered  possible,  every- 
thing that  we  have  seen  is  highly  satisfactory  as 
to  the  character  of  the  present  Directorry.  That 
there  have  been  mistakes  in  the  management  is 
obvious  and  it  would  not  be  difficult  to  point  them 
out,  but  because  we  are  losers  we  must  not  there- 
fore be  unjust.  We  have  seen  nothing  in  the 
slightest  degree  to  shake  our  confidence  in  Ibe 
good  faith  and  integrity  of  the  board,  and  we 
should  be  doing  less  than  our  duty  if  we  omited 
to  express  our  sense  of  the  devotion  and  energy 
with  which  Mr.  Patchin  has  labored  to  carry 
through  the  arduous  enterprize  placed  under  his 
charge. 

The  report  of  the  committee  is  as  satisfactory 
as  it  can  b#,  the  condition  of  the  company  being 
considered.  It  is  important  to  know  why  the  ex- 
penses of  operating  the  road  bear  so  large  a  pro- 
portion to  its  receipts.  For  the  length  of  road, 
the  receipts  though  not  large,  are  equal  to  those 
of  other  roads  which  are  able  to  declare .  a  fair  di- 
videut  upon  their  cost.  With  receipts  of  only 
$300,000  per  annum,  o/tc-Aa// should  have  been 
left  for  Tiet  eaminhs ;  more  than  enough  to  have 
paid  the  interes  on  the  first  mortgage.  Estimat- 
ing the  increase  of  receipts  at  50  per  cent,  which 
will  not  exceed  the  average  of  new  roads,  and  in 
a  very  few  pears  a  net  incomes,  ample  for  the  in- 
terest on  all  the  bonds  issued,  would  be  realized. 

We  presume  the  connection  of  the  above  road 
with  the  Erie  has  been  prejudicial  to  its  interests, 
and  accounts  for  the  fact  that  nearly  all  the  in- 
come has  been  absorbed  in  expenses.  The  road 
is  properly  regarded  as  the  complement  of  the  Erie 
road,  taking  Buffalo  as  the  tern^nus  of  both.  A 
road  of  similar  character,  and  of  corresponding 
equipment,  was  consequently  built.  Depot  grounds 
and  buildings  commensurate  with  the  magnitude 
of  the  business  of  the  Erie  road  were  purchased 
and  coBstracted.  In  other  words,  twice  as  expea- 
nve  a  road  has  been  boUt  as  would  have  beeo, 


but  for  the  Erie.  The  trains  of  the  Buffalo  and 
New  York  City  Railroad  have  been  run  to  accom- 
modate those  of  the  former,  involving  a  very 
heavy  cost  of  operating  the  road,  without  any 
corresponding  advantage  in  receipts.  It  is  un- 
doubtedly true,  that  all  the  business  carried  to  and 
received  from  the  Erie  road  has  been  done  at  a 
loss.  This  Company,  having  an  independent  line 
to  the  Lake,  has  acted  upon  the  idea  that  the  in- 
terests of  the  Buffalo  and  New  York  City  Railroad 
have  been  opposed  to  its  owa,  and  have  probably 
discouraged,  as  much  as  possible,  the  use  of  the 
former,  by  passengers  and  freight  passing  over  its 
own  line. 

So  much  for  the  past  history  of  the  Bufl'alo  and 
New  York  City  Railroad.  Its  future  is  what  still 
more  concerns  the  public.  This,  we  think,  is 
more  fiatteiing  than  what  wc  have  seen.  The 
above  road  must  have  a  fair  h)cal  business,  which 
must  rapidly  increase.  The  greater  part  of  its 
line  is  not  subject  to  corapetitioi)  from  other  roads. 
From  the  Tallcy  of  the  Susquehanna  to  Buffalo, 
it  is  probably  the  best  route.  Buffalo  is  the  pi^ 
per  iMke  terminus  of  the  Erie  railroad.  This  is  a 
city  of  75,000  people,  between  which  and  all  por- 
tions of  Western  New  York,  an  active  and  con- 
stantly increasing  intercourse  exists.  The  con- 
struction of  the  Great  Western  Railroad  of  Canada 
places  Buffalo  en  route,  of  the  shortest  line  to  De- 
troit and  Chicago,  a  fact  which  cannot  fail  to 
make  Buffalo  a  point  in  the  line  of  the  greater  part 
of  the  travel  between  the  Eaist  and  the  West.  AH 
these  facts  are  in  favor  of  the  Buffalo  and  New 
York  City  Railroad.  In  addition,  it  is  well  knows 
that  both  Philadelphia  and  Bait,  are  rapidly  push- 
ing forward  railroads  to  a  connection  with  the  Erie, 
for  the  purpose  of  reaching  the  trade  of  the  Laktfs 
concentrating  at  Buffalo.  These  roads  must  make 
use  of  the  Buffalo  and  New  York  City  road  to  ac- 
complish these  cljects.  If  the  construction  of 
these  roads  is  warranted,  certainly  that  of  the 
Buffalo  and  New  York  City  has  been. 

Our  convictions  are  that  the  Buffalo  and  New 
York  City  Railroad  must  speedily  prove  suffi- 
ciently remunerative  to  provide  for  the  interest  on 
its  funded  debt.  We  have  no  doubt  that  its  busi- 
ness will  rapidly  increase,  while  a  better  adapta- 
tion of  its  operations  to  the  character  of  its  busi- 
ness will  secure  a  large  reduction  in  expenses. 
As  it  is,  we  presume  the  net  profits  of  the  past 
year  were  sufficient  to  pay  the  interest  on  the  first 
mortgage.  It  is  generally  the  case  in  roads  simi- 
larly situated,  that  a  considerable  portion  of  the 
receipts  for  the  first  year  or  two  goes  into  con- 
struction. The  managers,  in  the  embarrassed 
condition  of  affairs,  are  apt  to  use  the  earnings  to 
meet  the  most  pressing  exigencies,  trusting  to  be 
able  to  meet,  from  other  sources,  those  to  which 
the  earnings  should  be  legally  applied.  To  a  cer- 
tain extent,  this  would  seem  to  be  the  case  with 
the  managers  of  the  Buffalo  and  New  York  City 
Railroad,  as  we  cannot  doubt  that  the  net  earn- 
ings for  a  year  past  have  been  suffiaient  to  pay 
the  interest  on  the  first  mo.lgage. 

The  policy  recommended  by  the  Committee  is 
undoubtedly  the  right  one.  The  default  of  the 
Company  can  be  accounted  for  without  any  impli- 
cation of  bad  faith.  That  there  has  been  a  mis- 
take in  judgment  they  do  not  attempt  to  conceal. 
It  is  certainly  the  wise  course  to  endeavor  to  re- 
sQscitate  the  compaQ7,  to  restore  its  credit,  and  I  purchased. 


to  put  it  in  a  position  to  achieve  success,  than  to 
crush  it.  Any  other  course  may  completely  de- 
stroy the  rights  of  the  stockholders,  and  parties 
holding  the  floating  debt,  and  throw  the  road  in 
the  hands  of  the  mortgagees.  The  paramount 
interests  are  the  holders  of  the  first  mortgage 
bonds.  When  these  are  satisfied,  the  parties  en- 
titled to  payment  are  in  the  order  of  their  securi- 
ties. We  hope  the  success  of  the  road  will  be' 
such  as  not  to  call  for  tlie  interference  of  any  of 
the  creditors. 

The  railroad  interest  should  learn  one  lessba 
from  the  history  of  the  above  road ;  the  folly  of 
attempting  to  construct  roads  almost  entirely  upon 
credit.  For  the  want  of  a  suitable  stock  basis,  the 
cost  of  the  road  must  have  been  increased  enor- 
mously. A  very  large  amount  of  stock  will  not 
be  subscribed  except  upon  good  routes.  When 
there  are  a  strong  list  of  stockholders,  they  can 
carry  the  load  should  the  road  get  into  difficulty, 
without  being  forced  into  the  market. 

The  Committee  were  continued  in  power,  and 
authorized  to  confer  witti  the  Erie  Railroad^Com- 
pany  upon  sub  jects  interesting  both  companies. 

ClnelMii»tl  Hamilton  and  Dayton  Railroad. 

The  fourth  annual  report  to  the  Stockholders  of 
the  above  road,  dated  May  1,  1854,  presents  a  ful\ 
statement  of  the  condition  df  the  road. 

The  earnings  of  the  year  ending  April  1,  1854, 
amount  to  $463,021.45,  an  increase  over  last  year 
of  $141,228.28.  The  increase  in  the  number  of 
passengers  over  last  year  is  106,126,  the  namber 
now  carried  per  day  being  more  than  1200. 

During  the  past  yeau",  two  cash  dividends,  of 
five  i»er  cent,  each,  have  been  made,  leaving  a  sur- 
plus to  the  credit  of  Income  Account,  of  fifty 
thousand  dollars,  after  carrying  to  Renewal  and 
Depreciation  Account  the  sum  of  forty-two  thous- 
ond  nine  hundred  and  thirty-nine  dollars. 

The  first  Mortgage  Bonds  have  all  been  conver- 
ted into  Stock,  and  the  mortgage  has  been  can- 
celled. The  whole  amount  of  stock  now  issued, 
is  two  millions  one  hundred  thousand  dollars — 
being  four  hund.vd  thousand  less  than  the  aathoi- 
ized  capital  of  the  Company. 

There  have  been  expended  during  the  past  year, 
for  Construction,  Equipments,  Subscriptions Jto 
connecting  railroads.  Real  estate  purchased,  6lc., 
the  sum  o(^  $583,173.93.  To  meet  these  expenses 
1250  additional  bonds  were  issued  last  fall,  $1000 
each,  unconvertible,  stTcn  per  cent. ;  but  owing 
to  the  stringency  of  the  money  market  only  362 
have  been  sold. 

This  accounts  for  the  floating  debt  of  the  com- 
pany as  seen  by  the  Bills  Payable  account. 

The  expenses  of  the  last  year  hare  been  in- 
creased by  the  re-construction  of  the  bridges 
which  were  destroyed  by  the  flood  and  by  fire,  by 
the  erection  of  a  new  engine  house  in  Cincinnati, 
165  feet  in  diameter,  at  a  cost  of  $30,000,  and  by 
the  purchase  of  realesttte  to  the  amount  of  aboat 

$30,000.        i;..;  Jr.  ■ :: 

The  work  on  a  second  track  between  CinclDoati 
and  Hamilton,  is  in  progress,  and  will  probably 
be  completed  within  contract  time.  From  Hamil- 
ton to  the  junction  with  the  Hamilton  and  Eaton 
road,  the  second  track  is  laid,  and  the  cars  are 
running  upon  it. 

At  Dayton  six  railroad  companies,  whose  lines 
terminate  there,  propose  to  erect  the  coming  year 
with  the  present  company, a  commodious  depot  for 
the  common  use  of  all.    The  pounds  are  alreadj' 
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The  guage  of  this  road  is  now  to  be  extended  to 
Indianapolis,  to  Chicago,  and  Fort  Wayne,  by  the 
different  roads  connecting  from  those  points.  And 
the  Richmond  and  New  Castle  Company,  by  a  for- 
mer understanding  with  this  Company,  having 
laid  twenty  seven  miles  with  the  Indianapolis 
gnage,  has  it  now  relaid  by  a  mutual  arrangement, 
with  the  guage  of  this  road,  so  that  the  cars  now 
run  through  from  Cincinnati  to  New  Ciistle  ujwn 
a  uniform  guage.  So  many  branch  lines  making 
use  of  this  road  for  the  conveyance  of  their 
freight  and  passengers  to  Cincinnati,  it  has  been 
necessary  at  a  great  exi>e  ise  to  increase  the  depot 
f.icilities  at  Cincinnati. 

In  return  fur  thest  extra  outlays,  the  Companies 
forming  the  line  to  Chicago  have  agreed  that  for 
all  through  freights,  coming  from  or  going  to  all 
points  beyond  Richmond,  Indiana,  the  Cincinnati, 
Uamilton,  and  Dayton  Railroad  Company  shall  re- 
ceive the  profits  of  twelve  miles  of  road  beyond 
its  real  length. 

This  agreement  continues  21  years,]  and  there- 
after until  notice  be  given  to  the  contrary.  Th«! 
consideration  for  this  agreement  was  that  this  com- 
pany should  furnish  machinery  to  the  C.  L.  and  C_ 
'  Company,  to  the  amount  of  SIOO.OOO,  and  pay 
S126.000,  and  to  receive  of  that  company  in  re- 
turn S300.000  stock. 

These  two  lines  will  form  a  direct  route  from 
Cincinnati  to  Chicago,  a  route  the  value  of  which 
can  hardly  be  estimated,  passing  through  a  rich 
portion  of  country,  and  over  which  there  must  pass 
a  vast  amount  of  travel. 

From  Cincinnati  to  New  Castle  98  miles,  the 
line  is  now  complete,  and  by  next  fall  the  Direc- 
tors hope  to  have  it  completed  to  Logansporo.  The 
Junction  road  from  Hamilton  to  Indianapolis  is 
all  under  contract,  it  will  have  the  same  guage  as 
this,  and  will  form  with  it  an  exclusive  and  perpe- 
tual connection. 

A  connection  has  also  been  formed  with  Toledo 
and  Detroit  through  the  Dayton  and  Michigan 
road,  and  with  Sandusky  and  Cleveland,  through 
the  M.  R,  and  L.  E.  and  C.  &  T.  roada.  and  all 
upon  a  uniform  guaj^e. 

By  the  middle  of  the  present  month,  the  Com- 
pany intended  to  connect  their  express  trains, 
morning  and  eveniu"^,  with  those  tunning  East 
■  over  the  Ohio  and  Indiana  road.  Aa  accomoda- 
tion train  has  also  been  placed  r>Q  the  road  this 
month  between  Cincinnati  and  Hamilton,  in  addi- 
tion to  the  regular  through  trains  to  Dayton  and 
New  Castle. 

This  train  is  calculated  to  accomodate  local  pa- 
tronage. 

As  an  instance  of  the  value  of  this  road  to  the 
country  adjoining  it,  it  is  stated  that  within  two 
years,  residences  have  been  erected  immediately 
along  the  road,  amounting  in  value  to  more  than 
a  quarter  of  a  million  of  dollars.  Cincinnati  has 
already  become  an  immense  city,  and  is  constant- 
ly enlarging  and  becoming  a  great  railway  center  ; 
and  therefore  there  need  be  no  fear  that  any  road 
emanating  directly  from  this  center,  and  belting  a 
rich  country  like  the  Miami  Valley,  will  not  be  a 
very  profitable  road. 

Since  last  year  the  capital  stock  amount  has 
been  increased  $406,000,  and  the  bonded  debt 
has  been  decreased  by  the  conversion  of  the  bal- 
ance of  the  first  mortgage  bonds. 

The  first  issue  of  bonds  having  been  cancelled, 
it  leaves  the  second  loan  of  $560,000  as  the  first 
line  upon  the  road.  -  .-      ..  ^  j  ^ 


Below  is  the  amount  of  Stock  and  Bonds  is- 
sued, and  the  amount  that  has  been  expended  for 
construction,  equipment,  and  in  the  purchase  of 
Real  Estate ;  the  total  Receipts  during  the  past 
year,  together  with  the  cost  of  operating  the  road, 
and  the  amounts  paid  for  interest,  taxes,  and  divi- 
dends. 

Capital  Stock $2,100,000  00        f 

Mortgage  Bonds,  (un-  ;-  -,        .-  ;  " 

convertible)      due  ' 

1867, 600,000  00 

Mortgage  Bonds,  (nn- 

convertible)       due 

1880, 362,000  00 


Construction  Account  2,263,286  72 
E<iuipment        do  444,127  19 

Real  Estate       do  254,564  41 


2,962,000  00 


2,961,978  32 


Balance  Transportation  Account,  Ap- 


ril 1.  1853. 


Transportation  Receipts,  for  12  months 
ending  April  I,  1864,  viz : 

Passengers $274,660  39 

Freight .• 176,142  11 

Mail  and  Express 12,228  95 


21  68 
.$  34,796  43 


463,021  46 


497,816  88 
Transportation   Expenses  for  twelve 
months : 187,207  56 


Amount    received    from 

Rents 1,191  01 

Amount    received    from 

East  Line 9,022  48 

Profits  and  Loss  Account     26,677  98 


Interest  Account, and  In- 
terest on  Bonds 46,206  83 

Amount  paid  for  Taxes. .      14,469  67 


310,609  83 


36,891  47 


347,600  80 


60,676  40 


286,824  40 
Dividend  No.  3,   August 

1 ,  Cash  6  per  cent 102,350  00  "    •  > 

Dividend  No.  4,    Febru- 
ary 1,  Ciish  5  per  cent.    105,000  00 
Surplus  Earnings,  Febru-  '. 

ary  1 34,860  26 

242,210  26 

Balance 44,614  14 

The  assets  and  liabilities  of  the  company,  inde- 
pendent of  the  funded  debt  arc  as  follows : 

Assets — Property  Account. 

820  Shares  D.  &  M.  R.  R.    Stock..  ..$41,000  00 

800       "        S.  &  C.  R.  R.       "     ....   40,000  Oq 

90       "      R.  &M.  R.  R.       "     ....      4,500  00 

1100>^    "       E.  &H.  R.  R.       "     ....    21,312  60 

220        "       G.  &M.  R.  R.       "     ....    11,000  00 

295        "       C  II.  &  D.  R.  R.  "     ....    29,600  00 

Amount  paid  oi\  Acc't  of  Steam  Boats   97,080  71 

Sundry  items,  Property  Acc't 507  10 

624  shares  Lafayette  Bank  Stock  (sur- 
plus)       9,984  00 

Bills  Receivable ^ 61,630,64 

Due  from  other  Roads 57,022  28 

Individual  Accts 50,359  49 

Suspense  Acct 29,368  44 

Cadisle  &  Stedman,  N.  York 32,296  42 

Cash  on  hand 66,862  (4 


Liabilities 

Individual  Acc't 57,699  43 

Bills  Payable  ....*. 388,360  10 

Reserve  Fund 60,000  00 

Renewal  Acc't 29,170  91 


541,414  22 


Balance . 


526,120  44 
16,293  78 


The  above  statements  present  the*  principal  i- 
tems  of  importance  in  the  affairs  of  the  company 
at  present  date.  The  road-bed  and  superstruc- 
ture are  in  good  order,  and  need,  but  i^  piaU  out- 
lay to  keep  up  a  good  surface,  i^^^fwili  n^^f 

The  equipment  of  the  company  comprises  21 
locomotive  engines,  26  first  class  passenger  cars, 
4  second  class  passenger  cars,  6  baggage.  Mail,  or 
express  cars^  188  Box  or  covered  freight  cars,  7s 
platform,  rack  or  hog  cars,  and  9  cattle  cars,  all 
of  which  are  in  good  running  condition. 

Of  this  list  7  engines  and  7  passenger  cars,  be- 
sides several  other  freight  cars,  have  been  with- 
drawn, and  put  upon  the  line  between  Cincinnati 
and  New  Castle  per  agreement.  This  has  render- 
ed it  necessary  to  order  new  cars  in  their  place, 
which,  to  a  certain  extent,  has  been  done.  The 
bridge  over  Elk  creek  which  was  swept  away  a 
few  weeks  since,  is  being  re-constructed  as  fast  as 
possible,  and  that  being  finished,  the  accommoda- 
tions of  the  Cincinnati  Hamilton  and  Dayton  Road 
will  bo  of  a  superior  kind. 

Proportions  of  liOComotlTesi 

We  have  frequently  been  asked  for  plain  and 
simple  rules  for  proportioning  locomotives,  aiul 
have  at  some  trouble  prepared  the  following : 

PASSENGER    ENGINE. 

Diameter 'Of  Cylinder  being  the  standard,  and 

diameter  of  driving  wheel  being  taken  as  three 

times  the  length  of  stroke. 

Diameter  of  boiler  3  times  diameter  of  cylinder. 

Length  of  tubes  2  times  diameter  of  driversi 

Width  of  grate  14  inches  less  than  guage  of  road. 

Length  of  grate  equal  to  diameter  of  boiler. 

Number  of  tubes — as  many  as  will  occupy  two- 
thirds  the  diameter  of  boiler,  at  a  distance  of 
%  inch  apart. 

Diameter  of  tubes  to  be  1-5  of  an  inch  for  every 
foot  of  length.  ',,•»•. 

Length  of  steam  ports  9-10  diamet^  of  cylinder. 

Width,  1  inch  for  every  foot  diameter  of  cylinder. 

■'       of  exhaust  1^  in.  for  every  foot  of    " 

Diameter  of  main  steam  pipe  ^^  ^^  " 

branch        "         ^     . 'ij  W- »•»-.:, 

"  exhaust  at  mouth  1-6  •  .-'.^W-v  • 

"  chimney  9-10   .,-.    i^v  .^.W 

"  piston  rod  1-6     ;^ "^       * 

con'g  rod  at  neck  1-6      '^   "  * '  **  '•'' 
'       ■■■'':'  swelling  1-16  inch  larger  at  center  for 
every  foot  of  length. 
Length  of  cross  head  bearing  equal  diam.  of  cyl'r. 
Width  of         do  1-6  " 

Diameter  of  driving  axle        2-6   .    ;  "  .         " 
Throw  of  main  valves  3-10     .  .*f.."     ..x*' 

Lead  on  steam  port  with  link  at  full  stroke  1-16  in. 
"  "        with  hook  motion  }i  to  %  " 

Thickness  of  piston  3-l0  diameter  of  cylinder.  ~ 
Diameter  of  cross  ^ead  fin  1-6  "  " 

"  crank  pin,  where   the   parallel    rod 

crank  pin  is  on  the  end  of  it,  0.22  diam.. of  cyl'r. 
Diameter  of  coupling  rod  pins  1-6        "  " 

Do.  valve  stem  1-12       *V  '*_ 

(Note. — This  dimension  should  be  a  Tittle  ex- 
ceeded.) 

Length  of  connecting  rod  34  times  the  length  of 
stroke  is  the  least  length  for  a  fast  engine. 

Diameter  of  pump  plunger  (full  stroke)  is  }^  dia- 
meter of  cylinder. 
Diameter  of  feed  pipes  1-7  diameter  of  cyHodVi 
"         •  pomp  valves  1-6    "  "  '-^^^ 

FREIGHT    ENGINES.  .  .^ 

Diameter  of  drivers  twice  the  length  of  stroke. 

Do        of  boiler  2^  times  diam.  of  cylinder. 
Length  of  tubes  7  times  length  of  stroke. 

Do    of  grate  3  times  diameter  of  cylinder.     -* 
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Tb#  other  dimensiona  are  principally  the  same  I  constmction  of  a  manufactory  fur  rc-rolling  old 


as  for  the  passenger  crgine,  except  that  the  steam 
pipes  and  porta  may  be  generally  of  one-eighth 
less  capacity.  The  connecting  rod,  for  convenience 
in  arrangement,  may  be  as  short  as  8  times  the 
length  of  stroke,  which  is  the  least  length  admis- 
sible. 


Charlotte   and  Sontb   Caroliaa  Railroad 
Coatpany— Aiinnal  Coa-rcntlon* 

A  convention  of  the  stockholders  of  the  above 
company  was  held  in  Columbia,  S.  C,  Feb.  7th, 
1854. 

At  the  last  annual  convention,  a  committee  was 
appointed -to  report  the  number  0t  officers  of  the 
company,  with  their  salaries.  There  was  reported 
the  annual  sum  of  $100,098  paid  for  labor  and 
salaries  to  persons  employed  on  the  road.  Reso- 
lutions were  then  adopted,  to  the  effect  that  the 
amount  paid  out'  for  salaries  and  waees  ought  to 
be  diminished. 

Mr.  Palmer,  President  of  the  Company,  stated 
in  his  report  the  income  of  the  road  to  be,  from 
the  1st  October,  1852,  to  Ist  January,  1854,  a  pe- 
riod of  15  months,  $249,667  28  ;  and  the  current 
or  ordinary  expenses  to  be,  for  the  same  period 
$143,464  97 ;  which,  added  to  interest  on  bills 
payable  and  coupons  duo  on  bonds,  leaves  from 
the  income  a  dividend  fund  of  $85,644  02 ;  out 
of  which  two  dividend.a,  of  two  and  a  half  per 
cent,  on  the  capital st*ck  of  tbe  company,  amount- 
ing to  fifty-eight  thousand  dollars  ($58,000,)  have 
been  declared,  and  leaves  the  balancs  of  the  fund 
S27,544  12,  to  be  carried  to  the  construction  ac- 
count. 

The  officers  of  the  company,  at  the  last  meet- 
ing, presented  what  they  believed  to  be  an  ap- 
proximate estimate  of  the  ontstanding  debts  of 
the  company.  But  from  the  short  period  allowed 
after  the  completion  of  the  road,  to  make  that 
estimate,  it  proved  too  low. 

"  Since  their  last  annaal  reports,  your  officers 
have  been  engaged  in  closing  up  all  the  accounts 
fur  the  construction  of  the  road,  and  ard  gratified 
in  being  able  to  state  that  they  have  all  been  set- 
tled up  with  two  or  three  exceptions.  By  the  ex- 
hibit of  your  treasurer,  who  has  charge  of  the 
construction  accounts,  it  will  appear  that  exclusive 
of  the  balance  on  hand,  SOlh  September,  1852, 
the  sum  of  $314,334  90  has  been  received  during 
the  past  fifteen  months,  and  that  the  sum  of 
$409,215  74  has  been  expended  during  the  same 
period,  and  that  the  payments  made  towards  the 
construction  of  the  road  since  its  commencement, 
amount  to  $l,58<i,637  66.  Your  officers,  at  your 
ladt  meeting,  furnished  you  with  what  they  be- 
lieved to  be  an  approximate  estimate  of  the  out- 
standing debts  of  the  company.  But  from  the 
short  period  allowed,  after  the  completion  of  the 
road,  to  make  that  estimate,  it  has  turned  out  as 
might  reasonably  have  been  expected,  that  it  was 
too  low." 

This  company  also  decided,  in  view  of  the  im- 
portant aid  that  would  be  rendered  to  them  by  a 
railroad  from  Hamburg  to  Columbia,  8.  C,  author- 
ized aid  to  the  extent  of  $200,000  to  build  such 
road,  provided  $600,000  would  be  raised  from 
other  sources,  and  the  road  should  not  cost  over 
$1,000,000. 

The  company  also  authorized  $10,000,  or  « 
necessary  proporUouate  contribution,  towards  the 


railroad  iron.  It  is  believed  that  such  an  enter- 
prise in  their  midst  would  more  th.nn  make  up  the 
diflTerence  between  a  heavy  traii.sportation  north 
and  back  again,  and  northern  i>riees  of  iron  ;  and 
at  the  same  time  it  would  introduce  labor  and 
capital  into"  the  Stato,  and  spifai.1  their  profits 
among  all  classes. 

This  road  is  well  sUwki'd  with  engines,  cars  and 
machinery.  It  has  now  on  thf  'road,  in  good 
running  order,  12  locomotives,  4  passenger,  3  bag- 
gage and  mail  cars,  59  platform  cars,  7  stock,  16 
dirt,  17  repairing  and  3  hand  cars. 

During  the  year  the  grading  at  the  junction  of 
the  South  Carolina  Railroad  !ias  been  finished, 
and  a  freight  house  and  cotton  platform  erected 
for  the  transhipment  of  goods.  Cotton  platforms 
have  been  built  at  all  the  way  stations.  There 
have  also  been  built  eight  station-Louses  for  the 
use  of  the  different  parties  employed  in  the  re- 
pairs of  the  road. 

Under  your  direction  a  force  was  organized 
early  in  the  year,  and  the  work  of  filling  the  tres- 
tles commenced  They  have  been  engaged  at 
this  and  in  hauling  stone  for  the  culverts  at  the 
different  fills  during  the  year  A  contract  has 
also  been  made  for  embanking  those  near  Colum- 
bia, and  with  Mr.  L.  T.  Sharp  for  those  at  Lock- 
lear's  and  Embers  Branch. 

Some  difficulty  has  been  experienced  in  geiting 
rock  for  culverts  ;  a  good  deal  of  which  has  been 
brought  60  or  80  miles,  the  cost  of  which  makes 
a  material  difference  in  the  estimate 

The  amount  expended  in  the  con- 
struction  of  the  road  to  the  31st  ^ 

December,  is $1,580,637  66 

There  is  due  for  grad'n  &c.  $3,063  28 
timber,....  1,870  44 
buildings  .   1,015  00 

cars, 4,238  00 

engines,.  ..17,961  43 


DATE  or  B0ED3.       NO.  &  WHEN  REDEEMABLE 

$500  each. 
Jan.  1,  1852,50  Bonds,  Ist  Jan 
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30,000 
25,C00  • 
25.000  , 
26,0C0  * 
25,000 
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Total  amount  of  Bonds  issued, $310,000 

The  newly  elected  Directors  for  the  ensuing 
year  are — 

7.  Samuel  McAliley, 

8.  A.  B.  Springs, 

9.  A.  B.  Davidson, 

10.  John  A.  Young, 

11.  C.J.  Fox, 

12.  Wm.  F.  Phifer. 


1.  John  Caldwell, 

2.  J.  S.  Boatwright, 

3.  A.  R.  Taylor, 

4.  Edward  G.  Palmer 

5.  Wni.  R. Robertson, 

6.  James  Pagan, 

R.J 


Mcdowell, 

LEROY  SPRINGS,^  Managers. 


d 


'  My'- 


28,128  35 


rv  VJ 


The  amount  still  required  to  build 
the  engine  houses  at  Columbia  and 
Charlotte,  and  freight  and  passen- 
ger house  at  the  latter,  and  to 
complete  the  embankments  at  the 
Trestles,  is 


$1,608,766  01 


60.396  89 


■     -'     ■■  •  •-■      -■       «1,669,102  90 

For  cost  of  road  and  equipment  up  to  the  present 
time. 

Mr.  Bradley,  Secretary  and  Treasurer,  submit- 
ted his  report  of  receipts  and  disbursements  up  to 
January  1st,  1854,  embracing  15  months. 
Balance  in  the  Treasury,  30th  Sept., 

1852 $102,175  39 

Amount  of  Company  Note  in  Branch 
Bank,  Charlotte,  erroneously  cred- 
ited in  report  of  1852 1,969  75 

Receipt's  on  the  capital  stpck  of  the 
company,  from  1st  October,  1852, 

to  Ist  January,  1854 76,815  22 

Bonds  issued  by  Charlotte  and  South 

Carolina  Railroad  Company  in  1853  150,000  00 
Receipts  from  Transportation  Dep»rt.  85,289  93 
Receipts  from  other  sources 260  00 


Total  receipts  from  1st  Oct.,  1852,  to 

1st  Jan.,  1864.  $410,510  29 

Total  disbursements  for  the  same  time$409,215  74 


Balance  in  tlie  treasury  Ist  Jan.,  1854,  $7,294  65 
The  existing  bondi^cl  debit  (^  tJbue  road  is  as  fol- 
lows : 


;    /-        JAMES  GRAHAM,^ 

Interior    RallroedC' 

We  have  two  reasons  for  not  devoting,  in  al  1 
ca.sos,  as  much  attention  to  isolated  roads  in  iUe, 
interior  of  the  country  as  to  those  which  occupy  a 
place  in  the  great,  thoroughfares  of  the  nation. 
The  first  i.s  that  such  roads  arc  of  local  rather  than 
of  general  importance,  and  the  second  is  that 
roads  of  that  character  are  more  hazardous  as 
speculations,  and  not  generally  asd^.'serving  of  en- 
couragement for  that  reason,  as  others  command- 
ing a  broader  area  for  support. 

We  will  suppose  a  road  built  in  an  agricultural 
region,  and  diverging  for  a  distance  of  20,  30,  or 
50  miles  from  any  main  line  of  travel.  Each 
mile  of  this  road,  if  costing  $30,000,  (and  it  is 
only  in  a  few  localities  where  a  finished  ro.-id  will 
require  less,)  will  impose  a  yearly  charge  of 
*1 2,600  for  inU;nst.  hnd  as  much  at  k'a-st,  for  op- 
erating expenses,  or  $25,200  in  all,  upon  every  suc- 
cessive six-m'les  of  country  traversed.  To 
pay  this  charge,  every  six  miles  must  furnish  at 
least  46  daily  travellers,  going  an  average  distance 
of  36  miles  each,  at  three  cents  per  mile  ;  and  48 
tons  of  freight  going  the^same  di.sUnce  at  4  cents 
per  mile.  The  receipts  from  such  a  business  are 
just  equal  to  interest  and  expenses. 

As  the  distance  which  we  have  assumed  to  be 
travelled  is  as  great  as  the  average  on  local  inter- 
ior roads,  we  see  that  every  six-mile  station  must 
despatch  one  full  passetjger  car  of  pas.sengers,  and 
six  loaded  freight  cars  daily.  Here  is  the  test  of 
the  support  of  a  local  road.  How  m.iny  towns, 
containing  even  3000  or  4000  iuliabitants,  engaged 
in  agricultural  pursuiUs,  can  furnish  such  a  move- 
ment 1  Are  92  of  iUs  citizens,  and  90  tons  of  its  pro- 
ducts and  exchanges,  on  the  move  daily  ? 

Now  there  are  clear  distinctions  between  the 
elements  of  support  ef  our  railroads.  .\n  agri- 
cultural community  rctpiires  less  travel  and  trade 
than  an  other  engaged  in  manufactures.  Thefann^r 
produces  for  himself,  the  manuf*cturer  for  others. 
The  products  of  the  soil  are  to  a  large  extent  con- 
sumed where  produced,  and  where  there  is  a  sur- 
plus for  export  and  movement  is  regulated  by  the 
cost,  which  is  cheapest,  other  things  being  equal, 
on  a  central  line  of  trade  and  travel. 

The  construction  of  an  interior  road  upon  the 
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basia  of  a  local  support,  calls  for  the  exercise  of 
the  highest  quality  of  judgmont  aad  skill ;  else 
it  will  be  apt  to  prove  unproductive.  If  the  cost 
of  the  work,  or  the  difficjlties  in  the  way  of  cheap 
operation,  exceed  a  fixed  limit,  the  scheme  will 
be  either  unsuccssful  or  permature.  As  the  means 
of  support  increase,  such  a  road  may  assume  a 
paying  position,  but  unfortnnatoly,  the  construc- 
tion accounts  of  most  roads  incroasc  with  their 
incomes. 

In  building  local  roads  in  a»ricnltiiral  districts, 
no  expenditure  should  be  incurred  not  doniaiuled 
by  necessity  and  safety.  The  issue  of  bonds 
should  be  the  least  possible,  as  the  payment  of 
coupons  is  a  permanent  tax  upon  the  road,  as 
much  as  outlays  for  fuel  or  iron.  And  the  merits 
of  such  roads  being  understoo<l,  they  are  not  as 
able  to  obtain  money  on  good  terms,  as  roads 
which  command  a  better  support. 

While  we  are  unconnected  in  interest  with  any 
portion  of  the  railroad  system,  we  thus  state  the 
principles  which  govern  our  conduct  towards  a 
large  class  of  railroad  enterprizes.  AVhile  we  per- 
ceive the  ultimate  success  of  our  railroads,  and 
the  extension  which  they  must  receive,  we  do  not 
wish  to  inflate  the  system  in  which  they  are  in- 
cluded.      ■  ..      y-'"'  v    .,....; 


*        Elevated  Railroad  In  Broadway. 

As  engineering  expedients,  several  plans  are  al- 
ready proposed  for  an  elevated  railroad  in  Broad- 
way which  are  perfecly  practicable.  It  is  as  easy 
t«  go  over  a  street  as  a  river,  either  lengthwise  or 
across.  The  essential  features  of  all  the  practica- 
ble plans  now  before  our  citizens  are  so  obvious 
»t  first  thought  as  hardly  to  have  tasked  the  facul- 
ty of  invention.  In  fact,  the  substance  of  them 
all  was  suggested  long  ago.  But  we  doubt  if  there 
is  a  near  prospect,  or  even  a  necessity  for  the  ex- 
ecution of  any  of  them. 

The  crowded  condition  of  Broadway  comes  from 
the  double  circumstances  that  it  is  the  great 
thoroughfare  of  life  and  fashion  in  our  city,  and 
also  the  most  direct  and  capacious  avenue  be- 
tween the  two  extrems  of  the  town.  Hence  it  is 
crowded  with  the  votaries  both  of  pleasure  and  of 
business.  The  business  travel  however,  includes 
not  only  that  which  is  incidental  to  the  pursuits 
of  the  street,  but  also  that  of  a  large  pait  of  the 
commercial  operations  in  other  parts  of  the  city, 
and  such  as  does  not  necessarily  originate  or  ter- 
minate in  Broadway. 

We  believe  that,  if  any  plan  of  elevated  railroad 
is  executed  in  Broadway,  a  g«eat  feature  of  the 
street  will  be  ruined — its  penpeclive.  It  is  the 
optical  attractions  of  Broadway  which  character- 
ize it  from  the  Bowery  or  any  other  street  equal- 
ly accessible  for  purposes  of  trade.  Instead  of 
inviting  travel  the  presence  of  such  a  scaffold  as 
is  so  often  proposed  would  avert  very  much  of 
it.  There  are  very  few  of  the  admirers  of  this 
noble  thoroughfare,  who  would  not  be  sorry  to  see 
it  after  being  grated  over  head,  to  say  nothing  of 
the  continuous  double  line  of  cars  which  it  is 
claimed  would  be  required.  We  are  confident 
that  no  one  who  feels  a  just  pride  in  the  greatness 
and  in  the  attractions  of  our  city  would  willingly 
ncourage  such  an  encroachment  on  its  great 
municipal  highway,  even  if  assured  that  it  would 

y,  of  which  event  we  are  not  satisfied. 

Our  city  requires  better   facilities  for  the  travel 
woea  its  upper  aad  lower  linoits.  .  The  system 


of  cross  streets  is  very  perfect,  but  no  one  of  these 
is  an  axis  of  a  large  travel  as  compared  with  that 
crowding  upon  Broadway.  It  ig  not  necessary 
nor  expedient,  however,  to  concentrate  all  of  this 
burden  upon  one  street.  Below  Union  Place  more 
avenues  are  needed  parallel  to  Broadway,  ^^et 
us  propose  one  which  may  afford  some  permanent 
r»»lief.  Commencing  at  the  lower  end  of  the  is 
land.  Broad  Street  offers  a  width  nearly  equal  to 
Broadway.  Its  proper  continuation,  Nassau  Street, 
imperatively  requires  widening,  and  when  done  it 
shotld  be  with  reference  to  the  demands  of  a  trav- 
el already  greater  than  upon  any  street  of  its 
length  in  the  city.  On  reaching  the  Park,  it  may 
be  considered  probable,  and  certainly  for  the 
best,  that  the  city  buildings  will  be  removed  to 
the  neighborhood  of  Union  Place,  leaving  the 
Park  to  be  occupied  as  a  central  starting  and  stop- 
ping point  between  the  extremes  of  the  town 
From  Chambers  street,  a  street  requires  to  be  cut 
so  as  to  connect  with  Crosby  street,  which  latter 
street  being  extended  to  Lafayette  Place,  would 
complete  an  independent  avei}ue  tf  great  capaci 
ty,  between  the  lower  end  of  the  island  and  Union 
Place. 

Here  is  a  great  scheme,  worthy  the  attention  of 
the  whole  city,  and  especially  of  the  business  and 
proprietary  interests  on  the  cast  side  of  Broadway 
It  is  the  commencement  of  a  great  system  of  lon- 
gitudinal thoroughfares,  such  as  the  interest  of 
our  city  demand.  ,_     ".,,:.,>.  ,'  ' 

With  the  continuance  of  the  present  tendencies, 
West  Broadway,  in  ten  years,  will  be  one  cf  the 
principal  avenues  of  business  and  pleasure  in  the 
city.  In  that  time  its  present  character  will  have 
disappeared. 

So  long  as  our  buildings  are  kept  below  ten 
stories  in  height  we  feel  there  is  little  danger  of 
the  spoliation  of  Broadway  by  an  elevated  rail- 
road 


Steam  Engines  and  Blowing^ 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  iiioli  cjindi'r,  anil  five  feet  stroke, 
together  with  Blooming  Cylinders,  tive  feet  diameter,  and 
six  feet  stroke,  in  perfect  working  order,  fcr  sale.     Apply  to 
EDW    BECH  &  KUNHARDT,  62  Beaver  St  , 
Or,  A.  TO  WAR,  Ageut  Pokeepsie  Iron  Works, 

23tf  Pokeepsie,  NY 


JBdg^e  Tools. 

THE  Underhill  Edge  Tool  Company  manufurtnre  from  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  for 
the  New  England,  Southern  and  Western  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  constantly  kept  on 
hand  at  their  Warehouse,  53  Kilhy  street,  Boston. 
December  18, 1862.  WM.  8.  SAUPSON,  Agent. 


ENGI.NEEU.si'    AND   SURVEYOR.S' 

[INSTRUMENTS,    MADE   BY 

£dniund   Draper, 

Surviving  partner  of 
STANCLIFFE  4-  DRAPER, 


No.  22  Pear  Street, 
near  Third  St., 


below  Walnut, 
I  PHILADELPHIA. 


ATLAS  FOUNDliY. 

FOOT  OF  WAYNE  ST.,  JERSEY  CITY,  N.  J. 

THE  Subscribers  are  prepare<l  to  furnish  High  and  Low-pres- 
sure Stationarj-  aiid  Steamboat  Engines,  Mining  Machinery, 
Railroad  Work,  MachiiiisU'  Tools,  Iron  and  Brass  Castings,  etc., 
etc.,  on  the  most  reasonable  terms,  and  with  the  greatest  des- 
patch. J.  F.  WARD  &  CO. 

Very  »up«rior  Axl«  Taraing  Lathea,  |37&.  0m28 


N.  A.  Boynton^s 
VENTILATING  HEATfilt^ 

PATENTED,  1863. 


''■  ?>■ '. 


BRICK. 

FOUR  SIZES  FOB  BRICK  WORK. 
>  ■'^   FIVE  SIZES  PORTABLE. 


nj  • 


PORTABLE. 


-i,'U 


An  entirely  new  Article,  possessing  advantages 
worthy  the  attention  oft^se  in  want  of  a  Pow- 
erful and  Economical  Heater. 

SIMPLE  in  construction,  compact  in  form,  and 
easily  managed  and  cleaned. 
Is  entirely  of  cast  iron  ;  has  but  two  joints,  and 
those  so  arranged,  as  to  prevent  the   escape  of 
Oases  and  Smoke. 

The  FiHE  POT  is  lined,  the  radiating  surface* 
located  above  the  fire,  and  equally  exposed  on  all 
sides  to  the  action  of  the  cold  air.  • 

Can  be  set  in  low  cellars,  and,  by  the  attach- 
ment of  a  self-clearing  radiator  is  especially 
fitted  for  the  use  of  Bituminous  Coal. 

Of  the  above  pattern  we  have  four  sizes,  to  be 
enclosed  in  brick-work,  and  five  sizes  of  portables, 
■idapted  to  all  classes  of  buildings,  and  can  be  fur- 
nished at  a  less  price  than  any  other  heaters  of 
equal  capacity  in  present  use. 
Manufactured  and  for  Sale,  Wholesale  and  Retail, 
By  CHILSON,  RICHARDSON  &  CO. 

374  Broadway,  New  York, 
Also  101  and  103  Blackstone-St.  Boston. 


Railroad  Iron. 

THE  "  Montour  Iron  Company  "  is  prepared  to  execute  or- 
ders for  Rails  of  the  usual  patterns  and  weights,  and  of 
any  required  length  not  exceeding  30  feet  per  rail. 

Apply  to  THOS.  CHAMBERS, 

SeptQmWr,  18M.  Preiident 
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Mew  York  and  £rie  R.  R. 

PASSBNOBB  TRAINS 

leave  Pier  fbot  of  Diiaoe  street, 

as  IbUowa,  viz : — 

BciVALO   Express,  at  6  a.   m.  for  Buflfhio  direct,   without 
change  of  baggage  or  cars. 
Dunkirk  Expre>w,  at  7.  a.  m.  for  Dunkirk. 

Mail,  at  8i<'  a.  m.  for  Dunkirk  and  BuifiUo,  and  intermediate 
■Utioos. 

Wat  £xpkk88,  at  HM  p.  m.  for  Dunkirk. 
KocUaod  Pabwngers,  at  3.  30  p.  m.,  (from  foot  of  Chamers 
Street)  via  Piermont,  fur  Sulfem  and  intermediate  stations. 

Wat  PASasaoBR,  at  i  p.  m.,  for  Otixvillc,  and  inteniiedlate 
stations. 

Night  SxPkiss,  at  6  p.  m.  for  Dunkirk  and  Buffiila 

Emigrant  at  6  p.  ni. 

On  Sunda}-8  only  one  Express  Train — at  6  p.m. 

These  ExpresH  Trains  connect  at  Buifak)  with  flrst-class 
splendid  Stuamers  on  Lake  Erie  for  all  ports  oii  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  Shore  Uailroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Chicago  etc 

D.  C.  McCALLUM,  General  Sup't 

Great  Western  Matl  Route. 

StXTY  MILES  DISTANCE  SAVED  TO  CHICAGO  AND 
ST.  LOUIS.  THE  MICHIGAN  80UTHEKN  AND 
NORTHERN  INDIANA  RAILROAD  UNB,  carrying  the 
Greut  Western  United  States  Through  Mail,  have  the  following 
staunch  firBt-class  Steamers  running  on  I^ke  Erie  m  Connection 
with  the  NEW  YOKK  AND  ERIE  UAILROAD  from  Dunkirk, 
touching  at  Cleveland,  and  conuectmg  with  their  Road  at  To- 
ledo, and  connecting  directly  with  the  CHICAGO  AND  ROCK 
Island  railroads  at  Chicago,  in  the  same  Depot,  thus 
fornuug  a  Daily  Line  lor  Passengers  and  Freight  from  New 
York  to  the  Mississippi  River.  NIAGARA,  Capt.  Miller; 
BMP  IKE,  Capu  Mitchell ;  KEYSTONE  STATE,  Capt.  Rich- 
ards ;  LOUISIANA,  Capt.  Davenport.  Also 
A  DAILY  LINE  FRO.M  BUFFALO  DIRECT  TO  MONROE, 
by  those  well-known  magnificent  Floating  Palaces,  EMPIRE 
8TATB.  J.  WiLSOM,  Commander,  leaves  Buifak)  Mondays  and 
Thursdays;  SOUTHERN  MICHIGAN,  A.  D.  Pbkeins,  Com- 
mander, leaves  Butiitlo  Tuesdays  and  Fridays ;  NORTHERN 
INDIANA,  I.  T,  Phbatt,  Conunander,  leaves  Buflkto  Wednes- 
days and  Saturdays. 

One  of  the  above  splendid  Steamers  will  leave  the  Michigan 
Southern  Railroad  Line  Dock,  at  9  o'clock,  P.  M.  every  day,  (ex- 
cept Sundays)  and  run  direct  tiirougb  to  Monroe  without  landing, 
in  14  hour*,  where  the  LIGHTNING  EXPRE.SS  TRAIN  will 
be  in  waiting  to  take  passengers  direct  to  Chicago  in  8  hours,  ar- 
living  next  evening  after  leaving  Bufi&Ua 

Running  time  fl-om  New  York  to  Buffalo 14  hours. 

Running  time  from  Buffalo  to  Monroe 14  hours. 

Ruuniug  time  from  Monroe  to  Chicago 8  hours. 

•--►•*       Total 36  hours. 

Connecting  at  Chicago  with  a  fine  Ime  of  Low  Pressure  Steant- 
boata  to  all  places  north  of  Chicago  to  Green  Bay  ;  also  with 
Chicago  and  Rock  Island  Railroad  to  La  Salle,  and  there  con- 
nect with  Illinois  River  Line  ol"  Steamboats,  «r  Expre.88  Trains 
of  ILLINOIS  CENTRAL  AND  CHICAGO  AND  MISSIS- 
SIPPI RAILROADS,  or  connecting  at  Rock  Island  with  reg 
ular  line  of  steamers  for  all  points  above  and  below,  making 
the  cheapest  and  most  direct  Route  to  St.  Louis,  Rock  Island, 
Minnesota,  and  the  Great  West 

The  AMERICAN  LAKE  SHORE  RAILROADS  from  Buf- 
falo and  Dunkirk  connect  with  tliis  line  at  Toledo,  forming  the 
only  direct  and  continuous  line  of  Railroads  from  Uie  Atlantic 
Seaboard  to  the  Valley  of  the  Mississippi. 

Running  time  to  Chicago,  36  hours ;  to  St.  Louis,  56  hours. 

.     FOUR  DAILY  TRAINS  by  Railroad  all  the  way. 
TWO  DAILY  LINKS  by  Sieamers  on  Lake  Brie. 

Thus  the  Traveller  aud  Shipper  can  see  at  a  glance  that  no 
other  Line  can  enter  the  lists  as  competitors. 

Passengers  Ticketed  Through  from  New  York  with  privilege 
of  stopping  over  at  any  point  on  tlt€  route,  and  resuming  seats 
at  leisure,  either  by  the  Ne%  York  and  Erie  Railroad,  via  Dun- 
kirk, New  York  and  Erie  and  Buflalo  and  New  York  City 
B>aUroad  via  Buflalo  ;  People's  Line  of  Steamboats,  Hudson  Riv- 
er or  Harlem  and  New  York  Central  Railroads,  via  Albany  and 
BuAla 

for  any  (Urther  information,  Through  Tickets,  or  Freight,  ap- 
ply at  the  Company's  Office,  Na  193  Broadway,  comer  of  Dey 
•t,  N.  T.,  to  JOHN  r.  PORTER,  General  Agent,  or 

L.  P.  DUNTON,  Ticket  Agent. 


Notice  to  Contractors. 


PROPOSALS  FOR  THE  ENTIRE  CON- 
structioa  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  either  in  whole 
or  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Mempliis  to  Grenada,  Mis- 
sissippi, about  97  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  next.  Proposals  for  the  entire  construc- 
tion and  equipment,  and  otherwise  as  favorable, 
will  have  preference.  Profiles  and  estimates  of 
the  first  60  miles  may  be  seen  on  application  at 
the  Engineer's  Office  in  Memphis.  Bidders  must 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work.  — .  - 

MINOR  MERIWETHER,      '" 
Chief  EDg:iDeer. 


N.  York  and  N.  Haven  R.  R. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Comtnencxng  Mondaff,  Mca/  0, 1854. 


5.00  A.M.— 


8.36  A.M.— 


TO  HItr  TOKK. 

Special,  from  Port 
Chester. 

Commutation  froir 
Mew  Havea 
AccommodaticD  fii . 
New  HaveiL 
AcconinuMlation  6ii 
New  Haven. 
Express  from  New 
Haven,  Stopping  at 
Bridgeport,      Nor 
walk  and  Stamford. 
Bost«o       Express, 
stopping  at  Bridge- 
port, Norwalk  anii 
Stamford. 
Special,  from  Port 
Chester. 

AccommodatioD  fin 
New  Haven. 
Buatoo  Express. 
stopping  at  Bridge 
port, .  Norwalk  and 
Stamford. 

GEOBGS  W.  WHISTLER,  Jr.,  Sup'L 
New  Haven,  May,  1854.  


TRAIXS 

7A.M. 
8  A.  M.— : 


e.lO  A.M. 

1L30  A.M. 

SXWP.M. 

4.00  P.M. 
5.00  P.M. 

5.35  P.M. 
6.30  P.M. 


FROM  HKW  TOmX.        {  TRAim 

—Accommodation  to{5.30  A.M. — i 

New  Haven. 

Kxpreas  for  Boaton, 

stopping  at  Stam-I 

ford    and    Bridge-{6.15  A.M. 

port 
—Special     for    Port  8.15  A.M.— . 

Chester. 
— Accommodatiou  for 

New  Haven. 

Express    for    New 

Haven,  stopping  at 

Stamford,  Norwalk  1-07  P.M 

and  Bridgeport 

A  ccommudation  for 

New  Havea 
— Express  for  Boston, 

stopping  at  N.  Ha- 
ven. 
— CommutatiOD  for  N. 

Havea 
— Special     for    Port 

Chester. 


4.00  P.M.— 
400  P.M.- 
».30  P.M.- 


Kentncky  Locomotive  Works. 

CORNER  OF  KENTUCKY  AND  TENTH  STS., 
LOUISVILLE,  KY. 


fiiuy 


THE  Proprietors  of  the  Kentucky  Locomotive  Works  would 
respccltUlly  iiil'omi  Railroad  Companies  and  the  public  gen- 
erally tiiat,  having  completed  their  establishment,  they  are  now 
prepared  to  receive  aud  execute  orders  with  fidelity  and  dispatch. 

They  will  contract  for  LOCO.MOTIVES,  PASSENGER, 
BAGGAGE,  FREIGHT,  GRAVEL,  and  HAND  CARS,  ol 
every  style  and  pattern,  as  well  as  all  kinds  of  Stock  and  Ma- 
chiiierj-  required  for  Railroads. 

Particular  attention  will  be  paid  to  Repairing,  for  which  they 
have  everj'  facility. 

They  are  also  prepared  to  contract,  on  favorable  terms,  for 
building  all  kinds  of  Machine  Tools,  such  as  Turning  Engine!^, 
Lathes,  Planers,  Drills,  Slotting,  Splining,  and  Shaping  .Macliiues, 
of  every  >-ariety  of  pattern. 

Having  also  a  large  FOUNDRY  connected  with  the  cstablKb- 
ment,  orders  for  Castings  are  solicite*!,  and  will  be  filled  wiOi 
promptness. 

Car  Wheels  of  any  pattern  can  be  furnished  on  short  notice. 
Double  and  single  plate  and  Spoke  Wheels  of  all  sizes,  constant- 
ly on  hand. 

iO"  Communications  or  orders  must  be  addres8(>d  to 

OLMSTEAD,  TENNEYS  Sc  PECK, 
l)-23  Louisville,  Ky. 


To  Chief  £ng:ineer8. 

A  Gentleman  who  has  had  some  Eight  yean  Experience  in 
coustnictJon  of  various  Eastern  and  Western  Railroads  des- 
ires a  situation  as  Resident  Engineer  upon  some  rail^-ay  ui  tlte 
United  States.  The  best  of  rolereoces  as  to  Ca|iabiiity  aud  ET- 
licieney  can  l>e  furnished.  Address  B.  care  of  John  PuJiuer  Estj. 
East  Cambridge,  Ma«L  17  tf 


Railroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics' 
of  any  kind,  will  find  the  unden^igned  a  first  rate 
office  to  give  their  orders  to,  ^s  thousands  of  emi- 
grants apply  to  them  every  sejlson  for  employment. 
Satis&ctory  reference  will  be  given  to  well 
known  companies  and  contractors,  aud  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  Sl  COHNERT, 
European,  American  Employvient  Office, 
287  Broadway,  comer  Reade-st 
8m*10     Under  the  Irving  House,  New  York. 


James  W.  Hooker, 
COMMISSION  MERCHANT, 

AGRICULTURAL   WAREHOUSE, 
^D  MACHINERY  DEPOT,  .i| 
No.  36  Lloyd  Street,  Buflklo,  N.  T. 

Commission  dealer  in  Portabki  and  Stationary  Engines,  Iruti 
Planers,  Lathes,  Universal  Chucks,  Belting,  Oil",  Rubber  Pack- 
ing and  Hose,  Scates,  Saiiis,  Mill  Stones,  and  Machinery  general- 
ly.   Post  paid  letters  will  receive  prompt  attentioa         22tf 


D.  Miteliell,  Jr., 

Chief  Engineer  Pitt-ibuTgh  and  Steiil)enviUe,  and  Cliartiers  Valley 
Railroads,  Pittsburg,  Pa. 


Samnel  Mc  eiroy. 

Assistant  Engineer,  New  Y^ork  Na\->'  Yard. 

Charles  B.  Stuart, 

Ci>-il  Engineer,  Now  York. 


Edward  W.  Serrell, 

CivU  Engineer,  157  Broedway,  New  York. 


For  Sale. 

THE  ROSSIK  FURNACE  AND  FOUNDRY,  etc.,  St.  Law 
rcnce  County,  N.  Y. — This  well  known  e><tiil>liri|ini<itil,  hav- 
ing attaclieil  to  it  a  large  and  complete  Cai-luig  Uoune  and  Mfi- 
oliine  Shop,  witli  ample  accommodatious  for  workmea  and  eve- 
r>-  convenience  ueceiwary  to  the  the  prosecution  ol  an  (^xtemuxe 
business,  together  witli  valuable  Iron  Muies  and  Miuuig  higtitf, 
also  Timber  Lands,  is  ottered  for  sale  by  the  proprietor,  who  re- 
tires l>om  the  bu8ines.-i.  Tlic  cai«acity  of  the  Kossie  Furnace 
lor  making  iron,  is  beUevtvl  to  be  unsuritasstHj  by  any  charcoal 
Furnace  iji  the  country,  liaving  re|><'ate«lly  run  u[>  to  fourteen 
toiiK  |K'r  day,  wiUi  55  to  tJO  per  cent,  jicld  from  ores- sjiecular 
red  oxides— coal,  per  ton,  ItX)  busiiels.  Tlie  saniv  has  l>een  lu 
uninterrupted  o|ieratiou  for  over  twenty  years,  and  the  rep<ita 
tioii  of  its  intn  is  establislied  throughout  the  West  Tlio  location 
of  these  w  orks  is  in  the  village  aud  town  of  Rossk',  cotuity  of  SL 
Lawretice,  N.  Y.,  six  miles  froui  the  River  St  Lawrence,  aud 
coiuiected  therewith  by  a  plank  road.  Tlie«r  cost,  aimrt  from 
preuiiso:>  and  water  power,  lias  involved  uu  expeuditura  of  over 
$100,000,  aisl  their  present  etticiency,  in  e\  ery  resiKsct,  is  con- 
sidered Hnexceptiooable.  For  further  iiiformatioii  apply  to  D. 
W.  Baldwin,  Agent,  at  tlie  wurke,  or  to  tlie  uiMier>4gii«<L 

G.  PARISH. 
Ogdeiisburgli,  N.  Y.,  April,  1853.  15,3m* 

SEYMOUR,  iiIORTON&  CO.  GENERAL  K.  R. 
AGENCY,  Office,  Mcttopolitau  Bank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  i)erson8  desiring  to  invest, 
the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.R  STOCK. 
SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R  R.  FIRST 
MORTGAGE  'JONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  includ lug  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chairs,  spikes,  switch  irons,  &c.,  dtc. 

MONTREAL.  &  S¥:W  YORK 

AND 
Plattsborgrh  and  Montreal    j 
RAILROADS.  j 

I^Open  through  from  Plattsburgh  lo  Montreal..^i 

Passenger  Trains  k»ve  Montreal  for  Phittsburg  at  6  30  a.m 
and  5  p.m.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattsburg  for  MunU^U  7.30  a.ia  %Bd  4  p.m.,  arrive  a 
10  a.m.  and  6.50  p.m. 

Trains  counet  at  Montreal  with  Steamers  for  Quebec,  and  the 
9t  Lawrence  aitd  Atlantic  Railroad  for  Slierbrooke  and  inter 
inc<liate  statioa 

Trains  connect  at  Mooers  Jiinctioi  with  Northern  (Ogdcns- 
burgh)  Railroad  for  Ogdensburgh  and  Lake  Ontario  Steamers  for 
Lewiston,  Niagara  Falls  aud  Upper  Canadia,  and  all  fioru  oo  the 
Western  Lakes. 

Trains  coiuiect  at  Plattsburgh  by  Steamer  to  Burtkigtoo  with 
Rutland  ami  Rurlington  Railroad  .-uid  connecting  lines  for  Troy, 
Alltany,  New  York  and  Bi>st<iii,  and  all  intermediate  statiuos. 
Also  with  steamers  for  Whitehall  to  the  Saratoga  and  Washing- 
ton Railroad,  aad  couoectiug  lines  of  road  to  Troy,  Altwny  and. 
New  Yojk. 

Passoiigers  wiD  And  this  route  uneaqueHed  for  comfor  and 
dispatch,  and  attended  with  iessf  atigue  and  dely  than  any  othtT 
It  possesses  moreover  tlic  advantage  of  a  short  Ftrruttre  ot'mily 
fifteen  minutes  across  the  River  St  Lawrence  at  Cauglinawags, 
whicli  \vA»  never  been  known  to  froezt*,  and  can  l>e  cuHiideutly 
relitNl  u|NHi  at  all  s<'asons  of  the  year. 

■d^Frieglit  TariuK  run  daily  each  way. 

For  particulars  see  Fricght  and  Passenger  TariA  i 

BAOtiAOB  chedced  through.  ''■' 

H.  W.  NELSON,  SuperiRteB<tent. 

Old  Railroad    Iron  For  Sale. 

ABOU"!  2i>0  TONS,  mostly  «vhole  bars,  fiat  iron 
of  superior  quality.  Deliverable  at  Ports- 
mouth Va.  as  fast  as  it  can  be  hauled.  Imme- 
diate offers  are  invited,  addressed  to 

L.  0.  B.  BRANCH,  President  R.  &  G.  R.  R. 

Releigh  N.  Carolina, 
None  but  the  accepted  offer  will  be  applivd  to. 
8t.22 
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SURVEYORS  &  ENGINEERS. 

ALBERT  COOK  &  CO. 

'19  John  Street, 
NEW  YORK. 


HAVE,  in  connection  with  their  Optical  and  Mathematical  im- 
portations, eetablished  a  Manu^ctoiy  of  Surveying  Instm- 
ments.  Employing  an  experience<i  Enjgrineer,  and  the  best  of 
Ocrman  mechanics,  their  instruments  will  give  fUll  satisfhctioa 


Ontario,  Siincoe  Sl  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  ftimcoe  is  cx}>ected  to 
he  completed  to  the  Geortcian  ;Bay,  Lake  Uuron  a 
distance  of  96  miles  in  June  next  where  itjwill  form  the  shortest 
and  most  agreeable  route  to  the  North  Western  States  to  Lake 
Hirhi<;an  and  to  the  Mineral  Regions  of  Lake  Superior. 

At  prc-«nt  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
milcn)  daily  at  8  a.m.  and  3.  30  pm,,  returning  the  same  day— 
On  the  openiii";  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  will  convey  passengera 
through  that  Lake  and  Lake  Conchiching  to  Or^lla  whence  a 
short  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Slcamer  (Kaloolah)  which  runs  to  the  Sault 
St.  Murie  ami  intermediate  ports  Ibrmiiig  the  most  expeditious 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
aed  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
t  be  Georgian  Bay  f )r  a  line  of  Arst  class  Steamers  to  extend  their 
trips  to  the  ports  on  Lake  Michigan. 

ALFRED  BRUNEL, 
Superintendent 

MR.  WFLLI KH  NAISH,  of  Newport,  Monmouthshire  In- 
spector of  rails,  begs  most  respectfully  to  acquaint  impor- 
ters of  mils,  engineers  and  others  connected  with  the  railroails 
oC  America,  that  he  Rtills  continues  to  execute  orders  of  ia<<poc- 
tion,  throu;,'hout  the  various  districts  of -South  Wates  andaf^a- 
ceiit  Iron  works,  ajid  contkiently  refers  to  !be  satisfaction  which 
Um  supervision  lias  given  during  the  last  ten  years  to  exporters  of 
raiLa,  aiKl  others  below  named  ;  as  a  proof  of  the  fidelity,  careful 
ncs^  and  promptitude  of  his  ins^pections. 

BARING  BRO.  &  CO.,  LoiKloa 

PALMER,  M.  KILLOI',  DENT  <k  CO.,  London. 

LEWI.s  HOPE,  Esq., 

COLLMAN  <k  SJ  OHLTERrOTIT. 

How.  JAS.  WADSWORTH,  Buflalo  Ne^v  York 

JAMES  SPENCE,  Esq.,  LiveriKwI. 
-  N.VYLOR,  VICKERS  4;  CO.  '•  19ly 


C.  Floyd-Jones., 

Division  Engineer  3d  and  l°2th  Divisions. 

Illinois  Cfstral  Railroad.  ; 

I'andalia,  111. 


lioconiotive  engines  for  Sale. 

rilWO  first  chxnn  ei)girK'.s,  adaptx'd  to  a  5  fiiot, 
A  gauge,  '22  tons  weight,  16  4-  20  inch  Cylinders, 
and  b\'.2  »nd  6  feet  drivers,  built  by  one  of  the  best 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  thos^ordering  tbem.  En- 
quire at  the  oflice  of  Ameiicau  Railroad  Journal, 
9  Spnicp-st.,  im  stairs.   -  *  .  ^  . 

Dec.  24- 


Passenger  Cars  for  Sale. 

Two  first  clas.s  Passongor  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street.  -  -.  .   .     ^       f 

New  York,  Feb.  21st,  1854. 

l.yon^s  Tables  of  Cnbic  Con- 
tents, Etc. 

The.^e  valuable  tables  are  of  great  assistance  in  obtaining  the 
cubic  contents  of  excavations  and  embankments  Table  1. 
gives  correct  mean  heights  of  cross  sections  with  either  two  or 
three  cuttin<>s  takea  Table  2.  findn  tlx-  rubir  ciHitcnts,  luivini^ 
the  mean  hel^'ht8  at  each  end  of  the  wrtion  to  Ik;  calculated 
givea  Thiyc  tablet)  (■•stress  advuutage*  in  being  applical>le  to 
every  variety  of  bases  anil  ciile  sIoih-s.  Engineers  and  others 
may  obtain  them  by  application  at  the  American  Ralhvwd  Jour- 
nal office,  9  t^pnico  Street,  New  York,  by  nkail  or  oUutrwise.  - 
Price  $l,5a  21. tf 


Railroad  Iron. 

f\r\r\  TONS,  best  English  niak'>,  67  lb",  per  lineal  yard,  bow 
*J\J\J  in  port.     For  Sale  bv, 

TUEOPORE  DSHON.  26.'^  Broadway. 
Contracts  made  as  almve  for  Rails  delivered  at  any  English  or 
Aaerican  port  at  lowest  rates  and  cHutomatj'  credits.       _    21,51 


To  Locomotive  Engine  Buil- 
ders and  Engineers. 

TIIE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  iuiinediate  possession,  the  splendid 
property,  known  Jis  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  3lMi  feet 
of  the  River,  with  which  it  is  connected  by  line 
wharves  and  landings.  » 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expen.se  > 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  a<ivanUige  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  ottered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements.        .  ^ 

Letters  may  be  addressed  to 

R    B.  SUMNER, 
:  ;  1  v-    -^  ■■         No.  61  Camp'Street, 

New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Popk,   Pine  Street,   New 
York. 


~r-»- 


Locomotive  Engines. 

FOR  .'^.\LE,  two  Locomotive  Tank  Engines,  4fl.  8,^  in.  gauge, 
made  by  one  of  the  most  cek!brate<l  and  extensive  builders 
in  Ma8sachu.setL4,  aiid  ready  for  immediate  deliverj*.  The?e  eiF 
gines  are  admirably  adnjited  for  last  travel  with  light  i>as.sfngor 
trains  ;  weight,  13  tons,  with  4  ft.  drivers,  with  leading  anil  trail 
wheels  ;  cylinders  12/4  in.  by  20,  with  a  separjile  cut  off  valve. 
Can  be  examined  at  the  workf  of  tlie  manutacturer.  Apply  to 
H.  V.  POOR,  EdiU>r  Railroad  Journal,  9  Spruce  .sL,  N.V.     19tf 


Boiler  and  Tank  Rivets, 
Nnts  and  Washers ; 

All  Sizes  of 

Bolts  and   Bolt  Ends 

■  i     '        '-fcilu'  '""'■  Sale  by 

BRIDGES  &  BROTHER, 
■  >     ,  64  Courtland  St.,  N.  Y. 


For  Sale. 

BY  the  l!altiinr>re  and  Ohio  Railroad  Company,  2-1  rrate  (ars, 
adupleilto  Raih'oad  purposes,  which  will  be  sold  at  a  rea»- 
ouuble  price.     For  further  information,  s^\i  to 

SAMUEL  J.  HAYES, 
•    M.  of  .M,  Baltimore  and  Ohio  R.  R.  Co., 
Or  BRIDGES  &.  BRO., 
'        19  tf  64  Courtkind  st,  New  York, 

To  Civil  Engineers  and  Sur- 
veyors. 

'TRANSITS,  Level  and  Surveyors  Com[>as>^es  Manufactured  on 
■•■   the  most  improved  principle  and  of  the  Best  Quality 
,      -  ,  by  THOMAS  HUNT, 

.;ir- 1  .-  ,-f.  .-^r^Wkier^  ,     No.  68  Julton  Street, 


lylO» 


NtM  York, 


Railroad  Iron. 

5  Ann  TONS  T  RAILS,  about  one-half  weighii^  M  lbs. 
j\aJ\J  per  yard  and  the  romainder  66  Ib.s.  per  yard  now  in 
bond  and  for  sale  by  _    . 

JOHN  H.  HICKS, 
2J/Wy.  MBMveratieot. 

Iron. 

and  CD's  make,  weighing 
'■  ipped  ft-om  Wales  in  Ju- 


Raih 

I  4>  Rr\  Tons  Erie  Pattern  O 


67  )i  lbs.  i«eryard,  to  I 
y  and  Aiisa^t,  fiir  this  iM>rt— for  sale  by^ 

BOORMAN,  JOtlNSTON  A  CO., 
Jiuie  9,  1863.  90  B^dway,  New  York. 

Brass  Tubes  for  Jt^ocomotive 
and  Marin cTBoilers. 

THE  undersigned  having  been  aph)oii>ted  Ag<^nt  for  the  highoi 
*  respectable  numufacturers  Me^rs.  Alien,  Everitt  &.  Soa  or 
Rirmiiigham,  i.<<  prei>ared  to  take  Wders,  at  flied  prices,  fly- 
Brass  Tube.'?  of  all  diameters,  for  Engines.— for  ftirthcr  particu 
lar»  and  inspvution  of  puttenn,  please  ap[>ly  to 

JOHN  H.  HICKB«  v  ;• 
March  1S54.  90  Beaver  atr. 


DIVIDEND  NOTICE.— The  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  thai  dale  at 
the  office  of  the  undersigned  on  presentation  of  the 
proper  coupons,  viz : 

The  Bonds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Railroad 
Company  7  per  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,) 
issued  to  the  iJleveland,PainesviUe  and  Ashtabola 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (ludiaoa') 
G  and  7  per  cents. 

The  Boiids  of  the  City  of  Pittsburg,  (Ptnn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  first  Monday  of  May  next,)  6  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds,  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  2li,  1854. 

WINS  LOW,  LANIER  &  Co.,  No.  62  Wall-st. 


Railroad  iron. 

THE  Undersigned,  Agents  for  the  Manufacturers,  are  pre 
pared  to  conlrucl  to  deliver  ft-ec  on  buurd  at  shipping  purls 
in  Eiiglan.l,  i.r  at  |^>rU  of  distlwrge  in  the  United  Suites,  Bails 
111'  superior  •juality,  and  of  weight  or  pattern  as  may  be  reuuircil. 

VOSE,  PERKINS  fc  CO  , 
New  York,  June  1,  IVil.  It  South  WilUain  Street. 


Important  to  Railway  Co'^s. 

A  GREAT  iniprwemeiit  has  recently  been  perfected  in  the 
*»^  manufacture  of  Dumping  Gravel  Cars  by  which  the  cost  Is 
materially  hvsened  iumI  the  strength  aiid  durability  much  in- 
creased. 

We  have  secured  the  right  to  manufacture  these  improved 
Cars  and  can  supply  tliem  at  prices  ten  per  cent,  lower  thau  the 
ordinary  kind. 

Orders  directovl  to  tlio  Hamilton  Car  Co.,   Hamilton,  Ohio 

will  receive  prompt  attention.  • ' 

,'->«<i*.  •<  '  .■'   '  ~ -  "■  —  •    —  — '-^ 

-^    steel: 

Sliortridge,  Howell  &  Je8«op,~ 

HARTFORD  'STEEL  WORKS, 
SHEFFIELD,  ENGLAND, 

AVE  contantly  on  hand  at  24  Cliff  St.,  New 
York— 

CAST  STEEL—iiiMUie  Reiined  and  Eitra,  Square,  Flat  and 
do.  Best  Warranted        do.      da        [Octagou. 

.S/HEAR  Sr/^BL-Best  double  and  singk>,  Warranleti. 
MACHINERY  STKEL-KouDii  ass^rte.!. 
SIIKUT  STEEL— tut  Saws  and  otiier  purfioses,  Istandtid 
GERMAN  STEEL-&s>^jrtcd  sizes.  (quality. 

SPfilNO  STEEL    Vn  Railway  and  Carriage  purposes,  1st 
_  [and  2d  quality. 

BLISTER  STEEL -Qamine  Ih),  "Sykea",  and  other  good 
BLADE  STEEL-  for  Cullorj-  |>ur(ioses.  [stainpt. 

All  of  wfik-h  are  guaranteed  to  be  equal  to  any  otiier  make, 
an<l  oflered  for  sale  <>n  the  most  favorable  terms  by 

ly22  DUNCAN  LITTLEJOHN,  Agent. 


H 


Sewall  &  creliore 

CIVIL  ENGIXKERS,  •  "     ♦.  '. 

ST.  PAUL,  MINESOTA.        '      *' 
JoatPH  S.  Sbwall.  cbas.  Fbso.  Ckbhom. 
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Uobile  ana  Keinr  Orleans  Railroad. 

We  have  been  favored  with  a  copy  of  a  report  ot 
surveys  for  a  railroad  from  Mobile  to  New  Orleans, 
made  by  Lewis  Troost,  Esq.,  an  engineer  of  well 
known  reputation  throughout  the  Southern  States. 

The  distance  between  the  two  cities  by  the  line 
surveyed  is  139  miles.  The  route  follows,  gene- 
rally, the  Gulf  coast  for  the  greater  part  of  the 
way,  and  crossing  the  strait  which  connects  Lake 
Ponchartrain  and  Lake  Borgne,  takes  the  line  of 
the  New  Orleans  and  Lake  Ponchatrain  railroad 
to  New  Albany. 

The  general  surface  of  the  country  is  favorable. 
The  soil  upon  which  the  greater  part  of  the  track 
will  be  laid  will  make  a  good  road-bed,  being 
B&nd  with  a  clayey  subsoil.  Timber  in  abundancce 
is  found  immediately  upon  the  line,  which  is  ac- 
cessible from  the  Gulf  in  a  number  of  places  ;  so 
that  the  work  can  be  carried  forward  in  either 
direction,  at  various  points  upon  it. 

The  following  table  will  exhibit  the  characteris- 
tics of  the  line  as  aurveyed :    -   ■  \"    - 


Total  length  of  line 139.00  miles. 

Total  length  of  straight  line 133.32     " 

Total  length  of  curved  line, 6.68    " 

Total  detlection, 822°  45' 

Shortest  radius  of  curvature, 6730  feet. 

Toul  length  of  level  grades, 87.20  miles. 

Maximum  grade  each  way  per  mile,.  26.40  feet. 
Total  length  of  grades  from  0  to  10 

feet  per  mile, 26.27  miles. 

Total  length  of  grades   from  10  to 

26.40  feet  per  mile, 26.63     " 

Total  length  of  maximum  grades  of 

26.40  feet  per  mile, 14.68      ' 

Toul  rise  and  fall  in  feet, 704.29  feet. 

Highest  summit  above  mean  tide  to 

be  overcome, 137         " 

The  greatest  obstacle  in  the  w^ay  of  construction 
will  be  the  numerous  bridges  which  will  be  re- 
quired. There  are  8  important  water  courses 
crossed,  viz  :  East  Pascagoula  river,  West  Pasca- 
goula  river,  Bay  of  Biloxi,  Bay  of  St.  Louis,  East 
Pearl  river.  Great  Rigolets,  Little  Rigolets  and 
Chef  Menteur.  AH  these  have  deep  channels, 
noue  of  them  less  than  12  feet,  while  four  of  them 
have  depths  exceeding  40  feet.  The  aggregate 
length  of  bridging  required  for  their  crossing  will 
be  22,360  feet.  The  water  courses  where  crossed 
by  the  road  have  little  current,  are  well  protected 
from  the'eflect  of  storms.  It  is  proposed  to  con- 
struct the  bridges  on  piles,  which  will  Lave  to  be 
inclosed  by  some  metallic  covering,  to  protect 
them  from  the  action  of  the  teredo  navalis. 

The  cost  of  the  road  is  estimated  as  follows : 
Roadway — Graduation,  grubbing  and 

clearing, $662,873 

Culvert  and  bridge  masonry,  and 

foundations, 165,949 

Bridging 948,009 

Ballasting  when  required, 116,429 


Cost  of  Roadway, 1,792,760 

Super  structure — 136  miles  of  main  track  ...    : 
3    "        side      " 

142    "    at  $10,000—  1,420,000 

Fencing — Cattle  guards,  road  signs  and 

crossings, 69,500 

Equipments — (Engines,  cars,  &c„) ....  322,800 

Depots — Engine  and  station  houses,  ma- 
chine shops,  &c. 184,000 

Engineering  iud  Superintendence,...  97,300 


Total  probable  cost ^3,836,860 

Cost  per  mile,  (nearly,) ....        27,600 


The  estimates  of  income  are  as  follows  : — 

1.  Tkrovgh    Travel.    71,428   through   passenger* 

each  way,  at  S3  (not  quite  three  cetiW  per 
mile) 8428,668 

2.  Way  Travel.  60.000  passengers  each 

way,  (floating  population)  at  $2,.. .    210,000 
8,000  passengers  each  way,  (resident 
population,)  at  S2, 32,000 

3.  Way  Freight.  41,903  tons  transportei 

i  distance  of  the  road,  at  8  cents 

per  mile, 87,867 

4.  Tkrougk  Freight.  62,600  tons  trans- 

ported the  whole  length  of  the  road 

at  2}^  c.  per  mile, 164,193 

6.  Transportation  of  tne   United   States 

mail,  139  miles,  at  $2^  per  mile,..      34,760 

Total  estimated  receipts $986,878 

Deduct  eqpenscs  54  per  cent, 632,914 

Net  income 8153,904 

Or  more  than  ten  per  cent,  on  $4,600,000. 
The  GuU  coast  is  the  great  resort  of  the  people 
of  Mobile  and  New  Orleans  durini;  the  hot  wea- 
ther, which  will  render  the  amount  of  local,  a  coo* 
siderable  part  of  which  will  be  pleasure  travel, 
Tery  large.  There  must  also  be  a  very  large 
amount  of  through  travel  when  the  railroad  now 
in  progress  toward  Mobile  shall  be  completed. 

In  reference  to  the  necessity  that  exists  for  the 
road,  and  its  probable  influence  upon  the  pro6< 
perity  of  the  cities  to  be  connected,  we  copy  the 
following  from  the  report : 

New  Orleans  and  Mobile  are  now  the  only  large 
cities  in  the  whole  country  having  no  direct  rail* 
way  communication  between  thrm,  either  com« 
pleted  or  in  pr<^ress.  The  leason  why  one  has 
not  been  constructed  before  this  is.  that  its  place 
has  been  in  a  measure  supplied  by  a  good  liue  of 
steamers,  which,  however,  on  accouut  oftihailow 
water  and  other  causes,  cannot  maintain  a  regu- 
lar and  punctual  communication.  The  greMily 
increased  business  and  travel,  with  that  which  is 
to  result  from  the  great  systems  of  railroads  cen- 
tering at  either  city,  can  no  longer  be  accommo- 
dated by  the  old  mode  of  conveyance,  but  demand 
a  new  one,  more  in  accordance  with  the  spirit  of 
the  times. 

The  line  proposed  will  reduce  the  time  of  tran- 
sit between  the  two  cities  for  passengers  to  three 
or  four  hours,  and  for  freight  to  about  ten  hours. 
It  will  open  another  avenue  for  the  introduction 
of  a  large  amount  of  building  materials  to  meet 
the  continually  increasing  demand  for  these  sup- 
plies. It  will  stimulate  the  production  of  many 
articles  of  food  from  the  garden,  orchard  aod 
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dairy,  along   Iho  line  of   tlio   road  within   a   few 


hours  reach  of  either  city,  that  will  add  greatly 
to  comfort  and  cheap  living.  It  will  render  a  res- 
idence in  either  of  the  cities  mach  more  desira- 
ble, as  it  will  afford  safe  and  delightful  retreats  in 
epidemic  seasons  to  their  inhabitants,  within  two 
hours  ride,  thus  inducing  them  to  remain  at  home, 
to  engage  in  permanent  occupations,  and  correct 
the  crying  evils  of  absenteeism,  and  at  the  same 
time  increase  the  permanent  population  and  aflbrd 
a  home  market  for  homo  prodactions. 

It  is  common  where  a  railroad  is  built  connec- 
ting two  cities  of  disproportioiid  magnitude,  for 
the  smaller  to  fear  that  the  influence  will  be  such 
as  to  draw  off  its  trade  to  the  greater.  It  may 
change  in  some  particular  the  previous  existing 
relations,  but  the  advantage  without  exception,  is 
believed  to  be  mutual.  The  history  of  railroads 
in  the  Northern  and  Eastern  States  afford  many 
striking  illustrations  of  this  fact.  No  instance 
can  be  pointed  oui  in  which  a  town  has  suffered 
in  consequence  of  its  connection  with  any  oth- 
er. 

The  city  of  Albany  has  received  a  great  impulse 
by  the  construction  of  the  Hudson  River  Railroad, 
by  which  passengers  are  taken  to  New  York,  a 
distance  of  150  miles,  in  4  hours,  at  a  cost  of  two 
dollars.  The  same  may  be  said  of  Troy,  and  of 
the  numerous  cities  on  the  great  line  of  travel  be- 
tween Albany  and  Buffalo.  All  these  cities  offer 
every  facility  for  the  passage  of  the  trains  through 
them  at  high  speed,  and  their  rapid  growth  proves 
the  advantage  to  themselves,  of  an  unrestricted 
commerce.  The  city  of  Providence  did  not  be- 
come an  important  place  till  its  connection  with 
Boston,  by  the  Boston  and  Providence  Railroad. 
The  cities  of  Salem,  and  Newburyport,  and  Port- 
land, have  had  new  life  infused  into  them  by  their 
connection  with  the  metropolis  of  New  England. 
Philadelphia,  instead  of  losing  any  portion  of  its 
trade  by  her  increased  facilities  of  communica 
tion  with  New  Vork,  is  rapidly  increasing  it.  The 
effect  of  improved  highway's  is  to  benelit  every 
town  and  every  section  of  the  country  through 
which  they  are  built,  and  the  feai^  which  was 
formerly  entertained,  and  which  is  stili  cherished 
in  some  portions  of  the  country,  that  they  may 
exert  a  contrary  tendency,  is  entirely  ground- 
less. 

While  Mobile  has  nothing  to  fear  from  the  con- 
struction of  any  road  leading  from  herself  in  any 
direction,  she  can  build  none  that  will  conduce 
more  to  her  prosperity  than  the  Mobile  and  New 
Orleans  Railroad.  It  is  the  only  work  that  will 
bring  her  upon  the  great  line  of  travel  of  the  Uni- 
ted States.  The  convenient  route  of  travel  is  al- 
ways through  the  larger  towns.  Let  the  Mobile 
and  New  Orleans  Railroad  be  built,  and  she  will 
place  herself  upon  this  route.  The  terminus  of 
this  great  route  is  not  Mobile,  nor  New  Orleans, 
nor  Texas,  but  the  Pacific.  Let  the  construction 
of  this  work  be  postponed  for  several  years,  and 
the  trade  and  commerce  of  the  country  M'ill  be- 
come accustomed  to  other  channels  which  will 
leave  the  city  without  attractions  either  to  its 
own  people  or  strangers.  The  latter  will  go  to 
more  enterprising  communities  that  receive  their 
impulse  from  the  great  tide  of  human  life  passing 
daily  through  them.  What  will  Mobile  be  unless 
she  places  herself  e/i  route  of  the  great  avenues  of 
the  country  7  Her  enterprise  will  vanish.  Her 
trade  will  decay.  Her  railroads  will  become 
merely  local  works,  without  alliance  or  connec- 
tion with  the  great  systems  of  Uie  country.  But 
let  a  Western  outlet  be  opened,  and  the  railroads 
entering  Mobile  upon  the  eastern  and  northern 
sides,  will  bring  in  daily  swarms  of  travellers  and 
emigrants,  moving  towards  the  fertile  West.  If 
this  western  outlet  fofTier  railroads  be  not  built, 
this  travel  will  take  the  rout^^hat  South  Caro- 
lina, Georgia,  part  of  Alabfflia^  ^nd  Mississippi 
•re  making  such  vigoroii»efforts  to  open,  running 
in  an  easterly  and  westniy  direction,  to  the  north 
of  Mobile.  So  convinced  am  I  of  the  truth  of 
these  observations,  I  believe,  as  much  as  the  road 
will  benefit  New  Orleans,  there  are  good  reasons 
why  the  people  of  Mobile  should  feel  a 


greater  interest  in  its  construction.  Build  this 
road  and  it  will  give  employment  to  all  her  other 
lines,  to  which  the  city  if  making  such  liberal  ad- 
vances. It  will  stimulate  its  domestic  trade.  It 
will  secure  to  it  the  favorable  attention  of  the 
public,  which  will  lead  to  the  introduction  of  new 
elements  of  prosperity.  By  the  points  of  contact 
it  will  present  to  the  business  world,  it  will  be- 
come the  inviting  residence  of  the  business  man, 
whose  own  interests  will  be  advanced  by  the  pro- 
motion Df  those  of  the  city. 

While  I  have  alluded  particularly  to  the  influ- 
ence that  railroads  connecting  neighboring  cities, 
exert  upon  their  prosperity,  it  is  proper  to  state 
that  the  trade  which  Mobile  and  New  Orleans  en- 
joy, is  the  natural  result  of  their  respective  posi- 
tions, and  that  by  no  mode  of  communication  be- 
tween them  can  the  appropriate  commerce  of  one 
be  drawn  off  to  the  other.  They  are  respectively 
the  depots  of  tributary  territories  with  well  de- 
fined limits.  For  the  accommodation  of  the  trade 
now  received,  by  her  projected  railways,  from  the 
interior,  Mobile,  in  her  present  position,  offers 
greater  facilities  than  New  Orleans.  These  can 
be  greatly  imi)roved  by  deepening  the  channel  to 
her  lower  harbor,  which  is  capacioas,  land-locked, 
and  has  a  depth  of  21  feet  water,  or  as  this  im- 
provement may,  for  want  of  necessary  means,  re- 
quire time  in  execution,  access  to  the  harbor  may 
be  had  by  a  railway  of  about  25  miles  long,  over 
a  level  and  favorable  country.  While  therefore 
Mobile  must  retain  the  trade  she  now  enjoys,  or 
to  which  by  her  position,  and  her  projected  rail- 
ways, she  has  any  claim,  she  can  add  largely  to 
it  by  the  proposed  road.  * 

Similar  views  may  be  taken  as  to  the  influence 
of  the  proposed  road  upon  the  interests  of  New 
Orleans,  but  as  they  will  be  more  readily  admit- 
ted from  the  fact  that  it  is  a  larger  city,  it  is  not 
deemed  necessary  to  repeat  what  has  been  said. 
It  may  be  safely  affirmed,  however,  that  the  road 
is  indispensable  to  New  Orleans,  if  she  determines 
to  retain  the  rank  she  now  holds  in  the  scale  of 
American  cities,  and  to  move  forward  with  the 
energy  due  to  her  unmatched  position  at  the 
mouth  of  the  greatest  and  most  productive  valley 
in  the  world.  It  is  not  to  be  denied  that  New  Or- 
leans has  not  made  the  progress  due  to  this 
position.  The  fact  is  ascribed  to  her  neglect  of 
the  construction  of  Railroads,  without  which,  no 
matter  what  may  be  the  natural  advantages,  or 
facilities  of  water  communication,  no  city  can 
preserve  its  relative  standing.  Its  dilatory  pro- 
gress, tmless  all  the  contrivances  that  modern 
science  has  invented,  are  pressed  into  its  service, 
will  look  rather  like  retrocession  in  the  great  race 
for  commercial  supremacy,  than  progress.  Had 
New  Orleans,  like  New  York,  the  great  Atlantic 
seaport,  constructed  artificial  works,  on  the  same 
scale  as  her  natural  avenues,  it  is  not  too  much  to 
say,  that  she  would  have  ecli])8ed  the  former,  in 
the  extent  of  her  commerce,  both  foreign  and  do- 
mestic. That  city,  by  her  neglect,  has  become 
the  great  commercial  depot  of  the  country.  It 
was  well  enough  for  New  Orleans  to  rest  upon  her 
natural  resources,  so  long  as  other  cities  did  the 
same.  But  while  they  have  been  calling  to  their  aid 
what  ever  could  advance  theae  prosperity,  New 
Orleans  has  hardly  an  element  of  wealth,  or  prog- 
ress, that  she  had  not  20  years  ago.  The  result 
shows  what  an  important  part  human  contrivances 
play  in  the  career  of  modern  cities. 

The  settlement  of  California,  and  the  planting 
of  an  American  SUite  on  the  shores  of  the  Pacific, 
constitutes  the  great  era  in  the  commercial  history 
of  this  continent.  The  fabulous  wealth  of  the  la- 
dies, the  very  droppings  of  whose  commerce  upon 
its  routes  in  the  old  world,  were  sufficient  to  build 
up  cities  of  unrivalled  splendor,  is  to  have  its 
pathway  through  the  United  States.  The  greater 
enterprise,  joined  to  her  vast  commercial  marine, 
enabled  New  York  to  monopolize  this  commerce. 
By  means  of  it,  the  wealth  of  that  city  has  in- 
creased in  five  years,  more  than  it  would  have 
done  in  twenty,  without  it.  But  this  commerce 
is  soon  to  take  a  new  direction.  For  that  portion  \ 
much  I  of  it  passing  over  the  Isthmus,  Tehaantepec  is  to]  running 


take  the  place  of  Panama.  For  tkc  traveller 
there  can  be  no  doubt  that  a  railroad  across  the 
continent  over  the  southern  route  must  speedily 
be  built.  Both  New  Orleans  and  Mobile,  if  they 
will,  may  place  themselves  upon  it,  and  become 
the  ports  of  departure  and  arrival  of  the  vast 
crowd  which  daily  leaves  and  retunis  to  our 
shores.  All  that  these  cities  have  to  do,  to  ac- 
complish the  results  I  have  described,  is  to  render 
themselves  accessible  from  every  portion  of  the 
Union,  particularly  the  great  cities.  This  effec- 
ted, and  the  traveller  uistead  of  leaving  New  York 
in  the  ocean  steamers,  subjecting  himself  to  the 
perils  of  a  lorg  sea  voyage,  and  to  the  unhealthy 
climate  of  the  low  latitude  of  Panama,  will  take 
the  railroad  to  New  Orleans  or  Mobile,  when  he 
will  only  have  to  make  the  short  run  of  the  tran- 
quil waters  of  the  Gulf,  to  the  Isthmus  of  Tehuan- 
tepec,  over  which  he  will  be  transported  in  a  few 
hours,  and  find  himself  on  the  salubrious  shores 
of  the  Pacific.  Upon  the  completion  of  the  Pacif- 
ic Railroad,  he  will  take  the  same  route  to  the 
above  cities,  and  pursue  his  journey  by  way  of 
Texas,  and  El  Passo,  to  the  Pacific.  Neither  New 
Orleans  nor  Mobile  can  hope  to  place  themselves 
advantageously  upon  this  great  route  without  the 
construction  of  the  proposed  road.  This  built, 
and  the  advantages  which  it  will  secure  in  pros- 
pect, will,  in  the  impulse  it  will  communicate  to 
all  schemes  looking  to  an  extension  west,  be  worth 
more  than  its  entire  cost. 

I  have  already  alluded  to  the  importance  of 
secunng  to  New  Orleans  and  Mobile,  within  two 
hours  of  either  city,  commodious  and  healthy 
residences.  It  is  well  known  that  a  considerable 
portion  of  the  Gulf  of  Mexico  is  skirted  by  a 
sandy  shore,  affording  the  most  eligible  and  in- 
viting locations.  They  are  the  resort  of  the  peo- 
ple in  mid  summer,  and  probably  no  more  healthy 
spots  can  be  found  in  any  part  of  the  country. — 
Could  hourly  and  cheap  access  be  had  to  them, 
the  character  of  the  population  of  New  Orleans 
would  immediately  change.  This  road  will  sup- 
ply the  needed  means  of  communication,  and  will 
remove  the  great  obstacle  to  the  establishment  of 
a  permanent  population,  with  local  interests  and 
local  ties.  The  road  will  also  constitute  a  most 
important  channel  upon  which  New  Orleans  can 
always  depend  for  an  abundant  supply  of  the  ap- 
propriate produce  of  the  suirounding  country, 
the  present  high  prices  of  which  is  such  a  draw- 
back upon  its  prosperity. 

Allow  me,  iu  conclusion,  to  urge  the  inexpe- 
diency of  terminating  your  road  at  Pascagoula, 
with  a  view  of  connecting  by  steamboat  with  a 
railroad  from  New  Orleans  to  Nine  Mile  Bayou,  or 
Cat  Island,  as  has  been  suggested  to  you.  Such 
a  policy  would  involve  a  compound  line,  made  up 
partly  of  railroad  and  partly  of  steamboat,  which 
would  render  two  transhipments  necessary,  and 
impose  such  a  burden  upon  the  trade  expected  to 
be  drawn  over  it,  as  to  defeat  in  a  great  measure 
the  object  of  the  construction  of  a  railroad.  That 
this  course  would  be  a  mistaken  policy,  can  be 
easily  demonstrated  by  the  history  of  railwi^s  in 
the  United  States.  Take  for  instance  the  Wil- 
mington and  Weldoa-railroad.  Upon  this  line  the 
expenses  of  the  water  route  to  Charleston  were  so 
heavy  as  to  eat  up  in  a  great  degree  the  profits  of 
the  road,  which  now,  without  the  water  transit,  is 
doing  a  remunerative  business.  Again,  the  Long 
Island  Railroad  is  another  strong  parallel  case. — 
This  line,  though  coinciding  with  a  route  over 
which  is  an  immense  pasaeager  tra£Sc,  has  been 
entirely  broken  down  on  account  of  the  water 
transportation,  through  the  successful  opposition 
of  the  New  York  and  New  Haven  Railroad,  which 
is  a  through,  land  line,  in  the  same  direction, 
though  over  a  much  longer  route.  No  passenger 
between  New  York  and  Boston  ever  thinks  of 
taking  the  Long  Island  Railroad.  The  Philadel- 
phia, Wilmington  and  Baltimore  Railroad  is  an- 
other instructive  example.  The  water  transport- 
ation is  here  only  about  one  mile,  but  the  expenses 
incurred  in  consequence  of  the  shifting  of  freight 
and  passengers  are  so  large,  being  equivalent  to 
ten  additional   miles  of  road,  with  a 
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largely  increased  outlay  for  extra  rolling  stock 
and  its  maintenance,  and  the  delays  and  changes 
of  trains  have  heen  so  annoying,  that  the  company, 
as  a  matter  ot  econoniy  as  well  as  necessity,  have 
commenced  the  construction  of  a  bridge,  estimated 
to  cost,  with  the  road  track,  SI, 000,000,  to  avoid 
the  ferriage  over  the  Susquehanna.  The  Erie 
Railroad  Company  may  also  be  cited  as  a  further 
example,  having  been  obliged  to  construct  a  line 
direct  to  New  York,  in  addition  to  their  original 
line  terminating  at  Piermont,  about  SO  miles 
above ;  the  latter  being  now  entirely  abandoned 
except  for  freight. 

Experience  has  fully  proved  that  the  public 
never  rest  satisfied  short  of  continuous  lines  of 
railroad  upon  all  great  routes;  and  where  such 
have  been  omitted  to  be  made  at  the  outset,  pub- 
lic sentiment  has  invariably  forced  railroad  com- 
panies into  new  construction,  at  a  great  increased 
outlay  over  what  would  have  been  originally  re- 
quired. And  I  ttonfldently  express  my  belief  that 
should  you  make  a  similar  mistake,  you  will  be 
compelled  to  correct  it  in  a  similar  manner,  both 
to  meet  the  demands  of  the  public,  and  protect 
yourselves  from  a  rival  work. 

We  think  the  above  argument  well  put.  With- 
out the  proposed  Western  connection.  New  Orleans 
cannot  place  herself  en  route  of  the  great  line  of 
travel  between  the  extremes  of  the  Union.  Both 
that  city  and  Mobile  regard  themselves  as  suit- 
able, and  in  fact  the  appropriate  ports  of  em- 
barkation for  the  California  travel  and  trade  when 
the  Isthmus  route  shall  be  opened.  With  rail- 
roads from  the  Northern  States  to  them,  travel 
would  take  the  land  route  to  the  Gulf,  instead  of 
the  long  and  dangerous  sea  route  by  way  of  the 
Florida  Keys.  The  California  route  has  added 
50,000  to  the  population  of  New  York,  and  S50,- 
000,000  to  the  value  of  the  property  of  the  city. 
Mobile  and  New  Orleans  can  divide  this  trade 
with  her,  if  they  will.  The  Mobile  and  Ohio  rail- 
road is  one  of  the  necessary  instruments  to  ac- 
complish such  a  result.  Should  the  Southern 
route  for  a  railroad,  which  must  be  soon  con- 
structed to  California,  be  adopted,  the  above  road 
is  indispensable  to  the  prosperity  of  both  of  the 
above  cities. 

The  report  of  Mr.  Troost  is  an  exceedingly 
lucid,  able,  and  satisfactory  one.  With  the  argu- 
ments adduced  in  favor  of  the  project  we  fnlly 
concur.  We  regard  the  report  as  creditable  to 
the  engineering  reputation  of  its  author,  and  it 
shows  that  he  takes  a  broad  and  comprehensive 
view  of  the  whole  matter,  which  should  always 
over-ride  local  or  partisan  interests.  We  have  no 
doubt  its  perusal  will  carry  conviction  wherever 
it  is  read,  and  contribute  largely  to  the  speedy 
commencement  of  the  work. 

Ponctaartrain  Railroad  Company* 

Statement  of  receipts  and  expenditures  of  the 
PoDcbartrain  Railroad  for  the  year  ending  Novem- 
ber 30, 1853. 

323.020  passengers,  at  26c,  each $58,606  00 

Freight,  &c 51,742  96 


Hudson  River  Railroad. 

At  the  election  of  Directors  of  the  Hudson 
River  Railroad  Company,  held  yesterday,  the  fol- 
lowing gentlemen  were  elected  Directors  :  Messrs. 
Edwin  D.  Morgan,  John  David  Wolfe,  Edward 
Jones,  Moses  H.  Qrinnell,  Henry  Young,  Oliver  H. 
Lee  of  New  York  city  ;  D.  Thomas  Vail,  of  Troy, 
New  York. ;  Josiah  W.  Wheeler,  of  Hyde  Park,  N. 
Y. ;  Chester  W.  Chapin,  of  Springfield,  Mass. ; 
Charles  F.  Pond,  of  Hartford,  Conn.;  William 
Kelly,  of  Rhinebeck,  N.  Y. ;  Alauson  Robinson, 
of  Buffalo,  N.  Y.,  and  Nelson  Robinson,  of  New 
York  city.  At  a  subsequent  meeting  of  the  new 
Board,  Mr.  E.  D.  Morgan  was  unanimously  re- 
elected President,  and  Mr.  Oliver  H.  Lee,  Vice 
President. 

The  change  in  the  direction  consists  in  leaving 
out  the  name  of  Erastus  Corning,  John  Wilkinson, 
Drake  Mills,  and  N.  J.  Beach,  who  were  regarded 
as  representing  the  interests  of  the  New  York 
Central.  • 

Here  i?  a  curious  combfnation  of  the  Hudson  Riv- 
er, Western  of  Massachusetts,  and  Erie  railroads 
against  the  Central ;  an  offensive  and  defensive 
alliance  to  bring  the  great  autocrat  of  the  State 
to  terms,  by  isolating  it  from  "  the  rest  of  man- 
kind." It  is  a  .singular  spectacle  to  see  the  lead- 
ing managers  in  the  Western  and  Erie,  Directors 
in  the  Hudson  River  R.iilroad,  a  work  which  has 
been  regarded  as  a  rival  to  both.  It  looks  as  if 
the  Western,  Erie  and  Hudson  River  were  placing 
themselves  in  a  position  to  control,  by  an  outside 
pressure,  the  policy  of  the  Central. 


The  Newr 


York  Press  and 
road 


Anterlcan  Rali- 


■■:i.ifr4>n-x<i    f«-n;:>      i    rii-s  -.'i-     ■  -.        $110,247   96 

Tents  and  mail  transportation 4,600  00 


Grow  expenses  for  the  year.i'V;.tw. 


SI  14,747  95 
69,427  97 


Net  gain S65,319  98 

Cupital S600,000,    Dividend 60,000  00 


Sarplus ................. 06,319  98 

^  P.  H.  GOODWIN,  Secretary. 

New  Orleans,  April  16, 1864.    - '  ,  -  r  -  ^  ^   - 


BALTIMORK,  OHIO,  AND  ERIE  RArr^ROADS. 

A  portion  of  the  New  York  Press,  have  for  a 
long  time  outraged  propriety  and  common  sense 
by  the  most  iadiscrimiuate  and  irresponsible  inter- 
forences  in  the  railroad  system  of  our  country. 
From  apparent  motives  of  interest,  a  prominent 
journal  will  puff  or  attack  an  entcrprize,  making 
the  most  unscrupulous  assumptions,  often  bearing 
their  own  contra<liction.  In  the  hands  of  the  po- 
pular journalist,  the  railroad  system  becomes  a 
bubble,  to  be  inflated  or  collapsed  at  pleasure,  and 
the  indifference  with  which  the  editorial  respira- 
tor j  apparatus  is  exercised,  distinguishes  the  ig- 
norance or  selti.shuess  with  which  it  is  con- 
trolled. 

At  one  time,  a  journal  of  notorious  reputation, 
declares  as  unsound  the  securities  created  by  wes- 
tern cities  for  the  payment  of  municipal  subscrip- 
tions to  their  railroads.  Next,  another  member 
of  the  Metropolitan  press,  entertains  us  with  a 
financial  statement  of  the  Ohio  and  Mississippi 
Company,  at  which  a  domestic  employee,  who 
had  failed  to  receive  his  cue  in  reason,  comes  out 
with  a  flat  contradiction.  Unhappily  bol/i  are 
wrong.  A  leading  southern  project  next  comes 
up  for  a  "dig,"  but  on  a  prompt  reply  from  its 
agents,  that  the  enterprize  can  go  on  with  or  with- 
out the  aid  of  a  paid  press,  nothing  more  is  said. 
Any  trick  of  a  stock-jobber,  any  expedient  of  a 
"hard  up"  corporation,  or  any  attack  likely  to  em- 
barrass a  sound  one,  may  be  elaborated  and  ap- 
plied, ad  nfluseum,  by  any  one  who  brings  the  initi 
cation  fee  as  prolempore  editor  of  the  "money  co- 
lumn" of  a  part  of  the  daily  press. 

This  state  of  things  has  long  existed  as  a  dis- 
grace to  those  who  bare  created  and  continued  it. 


It  is  the  more  forcibly  urged  upon  our  notice  nov, 
by  a  transparent  fulmination  in  a  late  number  of 
the  Herald,  purporting  to  show  reasons  for  the  nl- 
mate  defeat  of  the  Baltimore  and  Ohio  road  as  a 
financial  enterprise. 

The  means  made  use  of  to  establish  such  a  re- 
sult, is  a  distorted  comparison  of  the  condition 
of  the  Baltimore  with  that  of  the  Erie  road. 

The  argument  rests  upon  so  false  a  basis  that 
we  can  hardly  understand  whether  the  object  is  to 
depress  Baltimore  and  Ohio,  or  to  inflate  Erie ; 
l)ut  as  the  latter  would  require  at  this  junction 
greater  power  than  the  Herald  can  wield,  we  pre- 
sume it  to  be  the  temporary  policy  of  the  Herald 
to  degrade  the  Baltimore  road. 

The  comparison  is  offered  in  the  same  tone  as  if 
it  exhibited  the  ultimate  condition  of  the  two 
roads,  but  a  desire  is  modestly  expressed  to  "elic- 
it explanations."  We  will  therefore  .sum  up  the 
points  manufactured  by  the  Herald,  and  "explain" 
the  circumstances  under  which  the  real  data 
exist. 

The  business  of  the  two  roads,  for  the  year 
ending  S«ptember  30lh  1863,  is  compared  as  fol- 
lows : 

■rie.  Bait.  A  Obto. 

Through  pass.  East, . .         27 ,486 516 


do        do  West, . , 


51,214. 


7e,700. 


1.798 
2.314 


Total  both  ways, . . . . . 
All  passengers  on   the 

road 1,154,437 210,875 

Tons  of  f'-eight 631,939 640,811 

Revenue     on   ttirongh 

pass '.. S474,294 S20,000 

do     from  all  pas8,Sl, 630,924 S164,244 

Total  gross  revenue . .  S4,090,666 S3.033,419 

"  working  expenses,   2.259,011 l,_*3o,227 

Net  income 2,059,957 798,142 

This  comparison  is  offered  without  explanation 

that  the  Erie  road  has  been  in  operation  for  over 
three  years  for  its  entire  length  ;  and  for  over  two 
years  with  continuous  railroad  connections  to  the 
principal  western  cities,  while  the  Baltimore  and 
Ohio  roads  had  been  opened  through  its  longest 
tunnel  for  but  six  m/mths  of  the  official  year  of 
1863,  and  now  has  no  western  connections  other 
than  those  depending  upon  the  uncertain  naviga 
tion  of  the  Ohio.  To  make  any  comparison,  inde 
pendant  of  such  vital  considerations,  is  palpably 
unjust. 

The  grades  and  curves  of  the  Baltimore  road, 
are  not  as  favorable  as  those  of  the  Erie.  But, 
this  "inferiority  of  structure"  has  not  yet  "  told 
fatally  upon  the  work"  by  the  greater  expense  of 
operation,  as  by  a  system  of  engines  and  cars 
adapted  to  the  physical  features  of  the  road,  and 
by  ihe  use  of  bituminous  coal  fuel,  at  a  low  cost, 
the  transportation  of  one  ton  or  one  passenger 
losts  less  over  these  grades  than  upon  most  other 
roads  having  a  more  favorable  route.  A  saving 
of  300  miles  between  Baltimore  and  Cincinnati, 
on  the  completion  of  the  Parkcrsburg  and  Mari- 
etta roads,  as  compared  with  the  distance  from 
New  York  to  Cincinnati,  via  the  Erie  road,  ought 
to  compensate  to  a  great  extent  for  the  full  efilect 
of  grades  and  curves. 

The  comparison  of  machinery,  which  our  cen- 
sor parades  with  a  triumphant  tone,  is  the  most 
incorrect  and  unfair  of  any.     He  says :        [ 

"On  the  Baltimore  road  in  1853  there  were  TWS 
locomotives,  most  of  them  of  the  largest  class. 
There  were  in  all  3,484  cars.  We  underetand 
there  are  now  227  locomotires  on  the  road,  and 
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others  are  building.  The  Erie  road  in  1853  work- 
ed 150  locomotives,  and  half  the  number  of  cars. 
With  this  diminished  power  and  cost,  in  conse- 
quence of  its  better  structure,  it  was  enabled  to 
carry  five  times  as  many  passengers,  and  fifty  per 
cent,  more  tonnage,  (more  than  half  the  tonnage 
oftho  Baltimore  road  being  coal,  and  passing 
over  half  its  length,)  over  an  increased  length  of 
road. 

The  Baltimoro  road  had  100  engines  at  the 
commencement,  and  157  engines  at  the  close  of 
the  oQicial  year  ending  Sept.  30  1853.  Ten  other 
engines  owned  by  the  company  at  the  latter  peri 
od  were  runiing  upon  the  "  Washington  Branch,' 
which  is  independent  of  the  Baltimore  and  Ohio 
road,  and  not  uicluded  in  the  comparison  of  rev 
enuc  which  has  been  made  by  the  Herald.  Of 
the  157  engines,  over  30  are  of  a  small  class,  built 
prior  to  1845,  and  are  therefore  but  little  used. 
All  but  10  of  the  Erie  engines  have  been  built 
since  that  time,  and  are  of  first  class  capacity. 
One  circumstance  which  imposes  the  maintenance 
of  a  greater  number  of  engines  upon  the  Balti- 
more road  than  wonld  be  inferred  from  its  busi- 
ness. Is  its  coal  trade,  in  which  the  engines  are 
loaded  only  in  one  direction.  Another  unfair 
part  of  the  comparison  is  in  the  suppression  of 
the  fact  that  the  Erie  road  was  short  of  both  cars 
and  engines  throughout  the  year,  those  in  use 
being  run  beyond  their  capacity.  The  average 
cost  of  repairs  to  each  engine  was  $1,024  for  the 
Erie,  and  SI  ,254  for  the  Baltimore  road.  The 
same  explanations  apply  to  comparison  of  cars  as 
of  en<»ines. 

The  ultimate  cost  of  $26,000,000,  set  down  for 
the  Baltimore  road,  will  stand  against  $40,000,000 
just  as  certain  of  expenditure  (if  obtained)  at  the 
completion  of  the  Erie. 

We  Warn  those  interested  in  railroads  against 
yielding  their  confidence  to  journals  whose  entire 
course  discovers  no  perceptions  of  the  philosophy 
of  railroads,  and  whose  hading  motives  are  ouly 
those  of  interest.  Misrepresentations,  favorable 
or  otherwise,  will  work  the  greatest  injuries  to 
the  credit  of  our  works,  and  to  their  individual 
owners,  fallacious  hopes  may  exist  in  regard  to 
a  public  enterprise,  in  cases  where  the  rondiliom 
of  success  are  palpable  to  common  perception ; 
but  when  an  influential  adviser  manufactures  data 
and  issues  them  to  the  world  as  an  actual  test,  be 
is  guilty  of  a  public  fraud. 

lu  n  garJ  to  the  Baltimore  and  Ohio  road,  we 
believe  it  will  pay  interest  on  its  coat.  It  is  the 
necessary  western  route  of  Baltimore  to  the  Ohio 
▼alley.  When  extended  on  its  true  line  by  the 
Parkersburg  and  Marietta  roads  it  will  bring  Cin- 
cinnati within  680  miles  of  Baltimore  a  less  dis- 
tjince  than  to  any  other  Eastern  seaport  city. 

The  road  has  abundant  local  and  foreign  busi- 
,  ness  resources,  capable  of  great  development.  Its 
expenditures  have  gone  into  its  structure.  We 
believe  fully  that  moderate  prudence  in  its  man- 
jtgement,  combiucd  with  a  liberal  appreciation  by 
the  people  of  Baltimore,  of  its  position  as  a  na- 
tional highway,  will  establish  its  ultimate  success 
ats  a  financial  enterprise.  Its  present  condition 
we  regard  as  due  to  temporary  causes  needing  no 
aggravation.  Its  tributary  country  is  yet  unde- 
veloped, its  connections  not  consummated,  and 
its  own  line  in  a  comparatively  unfinished  condi- 
tioQ.    All  of  these  deflciencies  are  becoming  8up> 


plied,  and  then  it  will  be  for  the  interest,  at  least, 
of  its  owners  to  make  il  pay,  against  which  event 
we  can  discover  no  fatal  obstacles. 


':•-;.'    .  ;;        Hollow  Axles.  -':'" 

As  independent  debaters  on  the  subject  of  rail- 
way economy,  we  have  expressed  our  preferences 
for  the  hollow  axles.  We  have  faith  that,  as  its 
economical  importance  becomes  understood,  this 
form  will  become  generally  adopted.  The  strength 
of  the  hollow  form  with  a  given  amount  of  met- 
al, is  positive  and  undeniable.  The  actual  tests 
to  which  it  has  been  subjected  in  its  application 
to  axles,  serve  merely  to  confirm  the  well  estab- 
lished knowledge  of  its  superiority.  We  believe 
that  hollow  axles,  warranted  equal  in  strength  to 
solid  ones  and  of  30  per  cent,  less  weight,  may  be 
had  for  less  per  axle,  than  for  what  any  forge  is 
now  making  solid  axles.  For  the  information  of 
a  correspondent  who  is  a  little  dubious  ahont  price, 
we  think  we  are  right  in  fixing  it,  delivered  in  New 
York,  at  "♦  cents,  per  pound,  equal  to  five  and 
three  quarter  cents  per  pound  for  equal  strength 
We  are  not  aware  that  a  large  axle  is  disadvan- 
tageous compared  with  a  small  one,  leaving  out 
the  journal  or  bearing,  which  may  be  as  small  for 
a  hollow  as  for  a  solid  axle.  On  the  contrary,  the 
larger  the  axle,  the  better  the  seat  for  the  wheel, 
and  the  less  the  weight  also  of  the  latter! 

Any  saving  of  weight  of  the  wheels  or  axles  is 
important,  as  these  rest  upon  the  track  without 
the  intervention  of  springs,  and  we  believe  the  ac- 
tion of  the  noD-elastic,  as  compared  with  the  elas- 
tic load,  to  be  the  most  destructive  to  the  rails,  and 
also  to  itself. 

Hollow  axles,  with  solid  bearings,  either  case- 
hardened  or  cased  with  steel,  would  be  stronger, 
cheaper,  lighter,  and  more  durable  and  safe  than 
any  description  of  axle  now  in  use. 

Covington  and  Ltexlngton  Railroad. 

This  important  road  is  completed  to  Cynthiana, 
a  distance  of  66  miles  from  Covington,  and  only 
14  from  Paris,  from  which  place  to  Lexington  a 
railroad  is  now  in  operation.  The  road  will  be 
opened  to  Paris  in  the  course  of  the  coming 
month.  When  Paris  is  reached,  a  continuous  line 
of  railroad  will  be  formed  to  Louisville. 

From  Lexington,  the  Lexington  and  Danville 
railroad  is  far  advanced,  and  will  soon  extend  to 
the  C.  and  L.  railroad,  some  37  miles  further 
south.  The  extension  of  the  above  line  to  Dan 
ville  will  be  the  signal  for  a  general  movement  of 
all  the  roads  interested,  for  the  purpose  of  con- 
structing the  intermediate  link  to  Knoxville,  which 
will  soon  be  in  communication  with  Savannah  and 
Charleston  by  railroad.  We  cannot  doubt  the 
early  construction  of  this  link,  which  must  render 
the  Covington  and  Lexington  road  one  of  the 
most  important  ones  in  the  country.  This  road, 
we  hear  from  good  authority,  is  already  in  the 
receipt  of  a  handsome  income  from  local  earnings. 

Newr  Jersey   RaiIroad« 

The  gross  receipts  of  last  year  were  S810,634- 
81,  expenses  8319,416  82,  the  ratio  of  expenses 
being  40  per  cent,  against  $603,942  33  receipts, 
and  $287,682  48  per  cent.  The  surplus  earnings 
carried  to  profit  and  loss  on  January  Ist  were  $189,- 
220  60  against  $60,369  64  the  year  previous. 

The  whole  number  of  passengers  carried  last 
year,  2,160,243;  tons  of  merchandize,  48,167; 
number  of  miles  run  by  the  trains,  329,901.  The 
year  preceding  the  passengers  were  1,682,070; 
freight,  84,666J^  tons ;  miles  run,  270,489. 


Nortliern  Railroad  of  Nc«r  Hampablrei 

The  gross  earuings  of  this  road  for  the  year  en 
ding  March  31,  were  $370,529;  running  expenses," 
$232,230;  net  earnings,  $138,299.  To  this  amount 
is  to  be  added  a  balance  of  last  year's  surplus, 
and  other  items,  amounting  to  $-35,362,  and  the 
sum  of  $109,337  is  to  be  deducted  for  extra  ex- 
penses, which  leaves  $64,324  for  the  net  receipts. 
The  contirgent  fund  amounted  in  March  to  $33,- 
620.  To  fulfil  the  contract  with  Messrs.  Clark  & 
Spencer,  corporation  notes  to  the  amount  of  $200,- 
000  have  been  issued,  maturing  on  the  1st  of  Oc- 
tober next,  and  to  meet  the  payment  of  the  notes, 
bonds  will  be  issued  to  the  stockholders,  payable 
twenty  years  hence,  with  interest  at  six  per  cent, 
semi-annually.  The  present  equipment  of  rolling 
stock  is  inadequate  to  the  wants  of  the  road. — 
Since  the  opening  of  the  Boston,  Concord  and 
Montreal  road,  an  arrangement  has  been  made 
with  that  company,  and  with  the  Passumpsic 
Company,  by  which  the  business  of  the  Passump- 
sic road  from  Wells  river  upwards  is  divided  be- 
tween the  Montreal  and  Northern  roads — thus 
caiising  a  diminution  of  income  to  the  latter — 
which  diminution,  however,  is  more  than  made 
up  by  tha  growing  local  business,  and  by  the  in- 
crease of  business  from  the  Vermont  Central  and 
Ogdensburg  roads.  The  recent  contract  between 
the  Northern,  Sullivan,  Vermont  Central  and  Og- 
densburg roads,  provided  that  the  business  from 
the  two  last  named  roads  shall  pass  over  the 
Northern,  which  will  increase  materially  the 
amount  of  receipts.  The  number  of  passengers 
carried  in  the  cars  last  year  was  100,926 ;  number 
of  tons  of  merchandise,  182,821. 

The  total  number  of  shares  issued  are  27,684, 
equivalent  to  $2,768,400.        :      [  .;:  ,  -  ,,,' 

The  following  gentlemen  were  ctiosen  Directors, 
viz  :  Onslow  Sterns,  (President,)  John  A.  Burn- 
ham,  George  W.  Nesmith,  George  A.  Kettell, 
Josiah  Minot,  Joseph  W.  Clark,  and  Uriel  Crock- 
er. With  regard  to  a  dividend  it  was  stated  at 
the  meeting  that  "  The  company  had  notes  out 
to  the  amount  of  $200,000,  due  in  October  next. 
It  was  necessary  to  look  out  in  advance  for  their 
payment.  Ifwepaya  dividend  now  we  use  up 
near  $60,000  which  may  go  out  to  meet  these 
notes.  But  the  corporation  have  prepared  bonds 
which  they  offer  to  stockholders.  These  are  per- 
fectly secured  at  6  per  cent,  interest,  payable 
semi-annually.  If  the  stockholders  would  come 
forward  and  take  these  bonds,  the  debt  due  in 
October  would  be  provided  for,  and  the  dividend 
now  declared  would  be  paid  in  July."  '' '' 


Bridge  over  the  St.  liawrenoe  at  Montreal. 

Mr.  Robert  Stevenson,  the  consulting  Engineer 
of  this  company,  recommended  the  constructioD 
of  a  tubular  bridge  over  the  St.  Lawrence  near 
Montreal,  for  the  Groat  Trunk  Railroad,  in  prefer- 
ence to  a  suspension  one  for  the  reason  :  ,.-, 

"  That  no  system  of  trussing  applicable  to  '• 
platform  suspended  from  chains  will  prove  either 
durable  or  efficient,  unless  it  be  carried  to  such 
an  extent  as  to  approach  in  dimensions  a  tube  fit 
itself  for  the  passage  of  mil  way  trjiins  through  it. 
Such  bridge  may  doubtless  be  successful,  and 
perhaps  with  propriety,  adapted  in  some  situations 
but  I  am  convinced,  thut  even  in  such  situations, 
while  they  will  in  the  first  cost  fall  little  short  of 
wrought  iron  tubes,  they  will  be  more  expensive 
to  maintain,  and  far  inferior  in  efficiency  and 
safety." 

1  cannot  hesitate,  therefore,  to  recommend  the 
adoption  of  a  Tubular  Bridge,  similar  in  all  essen- 
tial particulars  to  that  of  the  Britannia  over  the 
Menai  Straits  in  this  country  ;  and  it  must  be  ob- 
served that,  the  essential  features  being  the  same, 
although  the  length  much  exceeds  that  of  the 
work  alluded  to.  none  of  the  formidable  difficul- 
ties which  surround  its  erection  will  be  involved 
in  the  present  instance.    In  the  Britaonia,  the  two 
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larger  openings  were  each  460  feet,  whereas  in  the 
proposed  Victoria  there  is  only  one  largo  opening 
of  330  feet,  all  the  rest  being  240.  In  the  con- 
straction  of  the  latter,  there  is  also  every  facility 
for  the  erection  of  scaffolding  which  will  admit  of 
the  tubes  be  constructed  in  their  permanent  pos- 
ition, thus  avoiding  both  the  precarious  and  ex- 
pensive process  of  lioating,  and  afterwards  lifting 
the ,  tubes  to  the  final  level  by  hydraulic  pres- 
sure! 

The  bridge  will  be  about  two  miles  long,  and  is 
estimated  to  cost  XI, 000,000.  Mr.  Stevenson 
strongly  urges  its  construction  for  the  reason  that 
if  vigorous  steps  be  not  taken  to  render  railway 
communication  with  the  Eastern  coast  through 
Lower  Canada  nnintetupted,  the  whole  of  the 
produce  of  Upper  Canada  will  find  its  way  to  the 
Coast  through  other  channels  ;  and  the  system  of 
lines  now  comprised  in  your  undertaking  will  be 
deprived  of  that  traffic  upon  which  you  have  very 
reasonably  calculated. 


TUe  Tables  Tarued« 

The  Mississippi  river  has  heretofore  been  the 
only  channel  through  which  the  increasing  wealth 
of  Iowa  and  Illinois  could  reach  its  most  profiU- 
ble  destination.  Low  water  and  other  obstruc- 
tions too  frequently  imposed  severe  and  onerous 
taxation  on  the  shipper,  and  at  some  periods  of 
the  year  it  was  almost  an  impossibility  for  the  sur- 
plus productions  of  the  Upper  Mississippi  to  reach 
either  a  southern  or  a  northern  market. 
This  want  of  a  never  failing  avenue  of  commerce 
has  been  partially  overcome  by  the  completion  of 
Railroad  facilities  uniting  the  river  with  the  north- 
ern lakes,  and  a  chain  of  railway  to  the  commer- 
cial capitals  of  the  Atlantic.  In  the  navigable 
season,  grain  and  other  productions  can  be  for- 
warded to  Chicago  by  the  Rock  Island  Road, 
shipped  in  propellers  to  Buffalo,  and  from  thence 
pass  on  tx)  Tidewater  by  the  Erie  Canal,  In  the 
winter  this  transit  can  be  mgde  with  but  little  less 
economy  by  railway  the  entire  route. 

We  have  been  led  into  these  remarks  from 
learning  that  during  the  past  week  a  large  quan- 
tity of  bulk  and  barreled  meat,  lard,  etc.,  was 
shipped  from  this  city  by  way  of  the  lakes,  and 
that  other  shipments  will  bo  made  this  weak.  We 
also  learn  that  these  shipments  were  made  at  the 
reasonable  expense  of  $15.00  per  ton,  which  in 
the  present  sUte  of  navigation  is  regarded  as 
slightly  lower  than  the    river  route. 

We  congratulate  the  citizens  of  the  Upper  Miss- 
issippi on  this  improvement  in  the  facilities  of 
trade  with  their  Eastern  friends,  the  benefits  and 
importance  of  which  will  hardly  be  appreciated 
until  their  railway  connections  and  extensions  are 
more  perfected,  when  the  increasing  population 
of  the  interior  will  also  share  its  benegcent  re- 
wards,— Burlington  (^lowa)  Tel. 

Opening  of  the   ClevelBrnd,   Zanesville   and 
Cincinnati  Railroad  to  Millersburgb. 

We  have  so  frequently  spoken  of  this  road  that 
its  prominent  advantages  are  somewhat  familiar 
to  most  of  our  readers.  It  extends  from  Cincin- 
nati to  this  point,  passing  through  the  counties  of 
Hamilton,  Warren,  Clinton,  Fayette,  Pickaway, 
Fairfield,  Perry,  Muskingum,  Coshocton,  Holmes, 
Wayne,  Summit,  &c.,  to  Cleveland. 

The  South  end  of  the  road,  under  the  manage- 
ment of  its  President.  F.  Corwin,  is  completed  to 
Circleville,  the  shire  town  of  Pickaway  county ; 
and  will  be  finished  to  Zanesville  early  next  fall. 

The  north  end,  under  the  wise  control  of  Simon 
Perkins,  is  completed  to  .Millersburgh — a  distance 
of  87  miles — and  on  Saturday  last  was  formally 
opened  to  that  point  by  a  pleasure  trip  over  its 
newly  laid  track.  The  cars  left  here  at  8  o'clock 
in  the  morning,  with  many  citizens  of  Cleveland 
aboard.  At  Hudson,  Cuyahoga  Falls,  Akron  and 
other  points,  our  numbers  were  augmented,  so 
that  when  the  train  arrived  at  Millersburgh, 
eighteen  cars  were  crowded  with  people.  There 
could  not  have  been  less  than  1,000  abroad. 


At  the  falls  and  Akron  two  bands  of  music,  and 
military  companies  with  a  heavy  piece  of  cannon, 
joined  the  crowd,  to  add  eclat  and  inspiration  to 
the  imposing  occasion.  The  whistle  and  snort  of 
the  locomotive,  the  ponderous  tread  of  the  cars, 
the  strains  of  music,  and  the  loud  thunders  of  the 
cannon,  waked  the  echoes  which  have  so  long 
reposed  amid  the  hills  of  Summit,  Wayne  and 
Holmes,  as  the  good  engine  Hercules  pioneered  its 
way  through  their  green  woods  and  fertile  fields. 
The  people  were  all  out ;  and  at  New  Portage, 
Clinton,  Bristol,  Orville.  Edinburgh,  Fredericks- 
bargh,  Lafa>ette  and  Millersburgh,  many  saw  for 
the  first  time,  the  triumphs  of  steam. 

Oblo  and  Mtsaisslppt  Railroad. 

Election  of  .Directors. — The  stockholders  of 
the  Ohio  and  Mississippi  Railway  Company  met 
at  their  oflSce  in  this  city  yesterday,  and  elected 
the  following  Directors  for  the  ensuing  year : 
James  C.  Hall,  Charles  Stetson,  John  Baker,  EdcH 
B.  Reeder,  Charles  W.  West,  Thomas  Phillips, 
Richard  W.  Keys,  Charles  D.  Coffin,  Nathaniel 
Wright,  Jethro  Mitchell,  George  W.  Cochran,  Hen- 
ry H.  Goodman,  John  Slevin.  Thomas  Gaff,  Abner 
T.  Ellis,  Cyrus  M.  Allen,  Meda  W.  Shields,  Richard 

A.  Clements,  John  Cobb,  H.  Trept  and  John  Ross. 
These  gentlemen  composed  the  old  Board,  and 
will  meet  this  morniug  for  the  election  of  officers. 

This  road  is  now  open  to  Seymour,  on  the  Jef- 
fersonville  railroad,  89  miles  from  Cincinnati,  and 
forming  a  railroad  connection  between  that  city 
and  Louisville,  Ky.  .         ;  ' 

Chesapeake  and  Ohio  Canal< 

The  annual  meeting  of  the  stockholders  of  the 
Chesapeake  and  Ohio  Canal  took  place  on  the  6th 
inst.  in  Washington.  After  the  reading  of  the  re- 
port of  the  President  for  the  last  year,  and  some 
other  business,  the  meeting  proceeded  to  the  elec- 
tion of  a  President  and  Board  of  Directors  for 
the  ensuing  year.  Samuel  Hambleton,  of  the 
Eastern  Shore  of  Mary  land,  was  chosen  President, 
and  the  following  named  gentlemen  Directors : 
Norman  Bruce,  of  Alleghany    county    William 

B.  Clarke,  of  Baltimore ;  A.  B.  Hanson,  of  Fred- 
erick ;  James  Fitzpatrick,  of  Alleghany  ;  Robert 
Wasson,  of  Washington  county ;  and  George  H. 
Smoot,  of  Alexandria,  Va. 

It  was  resolved  to  move  the  office  of  the  Canal 
Company  to  Cumberland,  Md.,  as  soon  as  practi- 
cable. The  salary  of  the  President  was  fixed  at 
S2,600  per  annum. 

Snnbnry  and  Erie  Railroad. 

It  will  be  seen  by  the  proceedings  of  Councils 
which  took  place  last  night,  that  the  finance  Com- 
mittee were  authorized  to  anticipate  the  payment 
to  the  Sunbury  and  Erie  Railroad  Company  of 
five  instalments  of  ten  dollars  a  share,  on  the  se- 
cond subscription  of  the  city,  of  a  million  of  dol- 
lars to  the  stock  of  that  company. 

This  action  of  Councils  is  not  only  eminently 
proper,  but  will  enable  the  company  to  take  up 
their  bonds  for  seven  hundred  thousand  dollars, 
which  were  guaranteed  by  the  Catawissa  Rail- 
road Company,  and,  which  were  is  sused  for  the 
purpose  of  enabling  the  Company  to  progress  with 
the  construction  of  their  road  from  Milton  to 
Williamsport.  It  is  understood,  we  believe,  that 
the  bonds  of  the  city  obtained  by  this  action  will 
be  appropriated  to  that  purpose. — PhUtuleljihia 
News.  .  J.  •      .  T 


North  Western  Railroad  Letting. 

The  letting  of  the  work  on  the  North  Western 
Railroad,  took  place  at  Butler,  on  Wednesday 
last,  and,  we  learn,  that  the  work  on  the  entire 
length  of  the  road  was  let  to  Messrs.  Malone, 
Painter,  Gonder  and  Clark,  a  company  well  known 
as  reliable  and  responsible  contractors,  who  have 
had  much  experience  in  the  construction  ofrjiil- 
roads  and  Canals,  and  who,  we  doubt  not,  will 
vigorously  press  on  to  completion  the  job  they 
have  undertaken.  We  understand  that  the  first 
thirty-five  miles,  from  Blairsville  to  Freeport,  are 
required  to  be  completed  by  May  1,  1855,  and 
the  entire  length  of  the  road  by  May  1,  1856. 


LiO^vrll  Lwcoinoll ves. 

"  A  new  locomotive,  (the  first  of  twelve  of  an 
entirely  new  pattern,  which  are  nfiw  being  bnilt,) 
has  just  been  completed  at  the  "  Lowell  Locomo- 
tive Shop."  All  Railroad  companies  will  be 
pleased  to  learn  that  the  combination  which  this 
machine  possesses  has  proved  i)erfectly  success- 
ful. 

The  trial  trip  of  th's  engine,  in  drawing  the  ex- 
press train  from  Lowell  to  Boston, — coiisiim<d 
only  thirty-nine  minutes,  and  was  affected  with  as 
much  apparent  ease  and  safety  as  the  best  engines 
of  the  road  accomplish  in  fifty  minutes,— which  is 
the  usual  time. 

The  engine  went  out  of  the  yard,  the  property 
of  the  Western  Vt.  R.  R.  Co. 

These  engines,  embracing  as  they  do  every  va- 
riety of  modern  improvement,  cannot  fail  to  be  as 
profitable  to  the  proprietors  as  they  are  compli- 
mentary to  the  taste  and  artistic  skill  of  the  des- 
igner and  manufacturers, — and  if  the  ©ne  here  re- 
ferred to  is  an  indication  of  what  is  to  follow, 
Lowell  may  be  ranked  in  the  front  line  in  Loco- 
motive building. 

Mr.  Stephen  F.  Gates,  for  many  years  connec- 
ted with  the  Boston  Locomotive  Works,  was  Iho 
designer  of  this  beautiful  combination,  which 
breathes  and  moves,'  and  it  w;i.s  built  under  Litfi 
'immediate  supervision." — Lowell  Courier. 

Cairo  and  Fnltun   Railroad,  Ark.  i  Election 
of  Officers. 

The  following  gentlemen  were  elected  Directors 
of  this  Company,  at  Little  Rock,  on  the  15th  nit., 
viz:  Daniet  Ringo,  Andrew  J.  Hutt,  Roswell  Bee- 
be,  of  Pulaski  county;  S.  W.  McNeely,  of  Sevier 
county ;  Edward  Cross,  of  Hempstead  county  ;  H. 
K.  Hardy,  of  Clark  county;  Robert  Martin,  of 
Dallas  county;  Green  B.  Hughs,  of  S;tline county; 
H.  C.  Dye,  of  Indpendence  county;  James  Robin- 
son, Thomas  Hugh,  of  Jackson  courity  ;  James 
Russell,  Randolph  county ;  Israel  M.  Moore,  of 
White  county. 

The  board  of  directors  was  organized  as  follows  : 
Roswell  Beebe,  President ;  Daniel  Ringo,  Vice 
President;  Williom  B.  Wait,  Treasurer;  Basil  C. 
Harley,  Secretary  ;  James  S.  Williams,  Chief  En- 
gineer. 

The  guage  of  this  road  has  been  fixed  at  5  feet 
6  inches,  to  correspond  with  that  of  the  stau^s  of 
Missouri  and  Texas.  The  surveys  are  proceeding 
rapidly ;  Mr.  Williams  hopes  soon  to  be  able  to 
give  an  accurate  estimate  of  the  cost  of  the  road 
completed.  :  j 
t 

Nenr-Iiondon  an'l  ffe^v-Ha^cn  Railroad. 

The  Ncic- Haven  Palladium  compiles  the  fol- 
lowing statement  from  the  first  Annual  Report  of 
the  Board  of  Directors  of  the  New-Haven  and 
New-London  Railroad : 

The  receipts  of  the  road  during  the  year  have 
been. 

From  Passengers 881,431   SO 

From  Freight 7,095  47 

From  Express 1,620  14 

From  Mails 3,021  47 

From  Rents 8G9  45 


Total $96,137  92 

The  expenses  have  been,  for  opera- 
ting  S57,3G9  36. 

For  interests  on  bonds 39,462  91 

For  State  taxes 1,232  26 


Total S96,054  51 

Net  income,  $83  41.  The  Company  owns  prop- 
erty to  the  amount  of  S46,170;  adding  unpaid 
stock,  collectable,  makes  S66,622. 

The  Chic«g:o  and  Union  Railroad  Compiny. 

The  following  named  persons  have  been  elected 
Directors  of  the  Chicago  and  Union  Railroad 
Company  for  the  ensuing  year:  James  F.  Joy, 
Henry  Ledyard,  Allen  llobbins,  Chas.  G.  Ham- 
mond, I.  H.  Burch,  J.  W.  Brooks,  Gilbert  C.  Dav- 
idson, Mark  Skinner,  Jno.  Van  Nortwick. 
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New   Yorlc  Central  Kallroad. 
CirenlaVt 

Office  of  the  New  York  Central  Railroad) 
Company.     Albaay,  Mav  31st,  1851.         ) 
To  the  Stockholders  of  the  N.   Y.  Central  Rairoad 
Com  pan  If. 
The  Directors,  in  offering  to  the  stockholders  iin 
issue  of  S3,000,000  of  7   per  ceut.  convertible 
bonds,  submit  the  following  statement : — 

Tbe  inadequacy  of  the  arrangements  of  the 
former  companies  for  the  business  of  the  line, 
,  especially  in  the  freighting  department,  was  so 
well  understood  at  the  time  tbe  consolidation  was 
agreed  upon,  thiit  the  committee  appointed  by 
those  companies,  in  April,  1863,  to  perfect  the 
consolidation,  notwithstanding  the  brief  period 
of  their  term  and  the  limited  nature  of  their  pow- 
ers, considered  it  proper  to  authorize  purchases 
and  to  initiate  proceedings  for  the  purposes  of  the 
ifne,  Which  it  may  fairly  be  estimated  required  in 
their  result  an  expenditure  of  at  least  a  million  to 
a  million  and  a  half  of  dollars.  This  was  entirely 
independent  of  tbe  amount  required  for  the  com- 
pletion of  the  first  track  of  the  direct  line,  then 
constructing  by  the  Rochester  and  Syracuse  Rail- 
road Company,  between  Syracuse  and  Rochester, 
or  that  needed  lor  laying  a  second  track  on  that 
line,  and  thence  to  Buffalo.  Of  the  propriety  of 
the  measures  adopted  by  the  Committee,  we  have 
never  heard  any  question. 

After  the  powers  ot  this  committee  had  ceased, 
and  immediately  after  the  organization  in  forn>  of 
this  company,  in  July  last,  an  examination  was 
made,  under  the  oder  of  the  Board,  by  the  gene- 
ral superintoiid  nt  and  chief  engineer  and  their 
assistants,  as  to  tbe  general  condition  of  the  en- 
tire line,  as  well  the  road  bed,  bridges,  culverts 
and  other  structures,  as  the  depot  buildings,  shops 
and  rolling  siock.  On  receiving  the  reports  of 
those  examinations,  it  was  manifest  to  the  Board 
that  it  was  necessary,  without  delay,  to  make  large 
repairs  and  improvements  in  order  to  place  the 
road  in  the  situation  which  t!ie  imporfance  of  the 
route  it  occupied  and  the  great  and  increasing 
business  of  tbe  country  evidently  demanded. 

In  addition  to  the  necessity  admitted  on  all 
sides  before  the  consolidation,  of  at  once  construct- 
ing a  second  track  on  the  direct  line  from  Syra- 
cuse to  Buffalo,  it  was  found  that  in  many  cases, 
owing  to  the  limited  character  and  impaired  con- 
dition- of  the  works  and  buildings  on  the  road, 
which  had  been  erected  many  years  ago,  with 
reference  to  a  business  which  had  far  outgrown 
the  anticipations  of  its  warmest  friends,  and  in 
others,  to  the  want  of  the  requisite  accommoda- 
tions at  places  which  had  recently  grown  into  in- 
creased importance,  and  to  other  causes  arising 
from  the  actual  as  well  as  the  prospective  increase 
of  the  business  of  the  line,  it  would  be  necessary 
at  once,  at  many  points,  and  especially  at  the  ter- 
tnini  of  the  road,  to  purchase  additional  grounds 
for  freight  and  passenger  tiepots,  particularly  the 
former;  to  erect  new,  or  substantially  to  improve 
existing  depot  buildings,  shops  and  other  struc- 
tures, and  to  procure  a  Large  addition  to  the  mo- 
tive power  and  rolling  stock  of  the  road. 

These  expenditures,  it  will  be  recollected,  were 
not  occasioned  by  consolidation ;  they  would 
have  been  equally  necessary  had  consolidation 
not  taken  place  ;  and  in  that  event,  if  they  had 
not  been  undertaken  by  the  old  companies,  a  part 
at  least  of  the  business  fairly  belonging  to  the 
line  would  soon  have  found  other  channels  for  Us 
tranaportatiin. 

The  directors,  believirg  it  to  be  of  vital  import- 
ance to  the  best  interests  of  the  road,  commenced 
withont  hesitation,  the  improvements  referred  to, 
under  the  full  conviction  that  in  so  doing  they 
were  but  carrying  out  the  spirit  of  the  consolida- 
tion movement,  which  contemplated  a  greatly  in- 
creased business  on  the  line,  with  necessarily  en- 
larged facilities  for  its  transaction.  Particular  at- 
tention was  directed  at  once  to  improving  the 
freight  arrangements.  For  this  purpose,  in  addi- 
tion to  large  purchases  of  real  estate  for  depots 
and  grounds,  six  hundred  and  sixty  freight  cars 
have  been  added  to  the  company's  stock  during 


the  year  ending  the  first  of  May  instant,  and  thir- 
ty-one locomotive  engines,  the  most  of  whish 
were  for  that  department.  The  result  in  no  small 
degree  of  these  efforts  thus  far  may  be  seen  in  the 
increased  business  of  tin  road,  a  statement  of 
which,  distinguishing  between  receipts  for  passen- 
gers and  for  freight,  from  the  Ist  of  August  last, 
(when  this  company  actually  took  charge  of  the 
line)  to  the  first  of  May  instant,  a  period  of  nine 
months,  compared  with  the  corresponding  mouths 
of  the  preceding  year,  is  hereto  appended  marked 
No.  1. 

The  increase  of  the  freighting  business  it  will 
be  seen  from  the  statement  has  been  very  large, 
and  that  of  the  passenger  business  also,  notwith- 
standing a  considerable  reduction  of  fare  under 
the  consolidation  act  and  other  arrangements.  The 
aggregate  business  of  the  line  for  the  year,  esti- 
mating for  May,  June,  and  Julv,  will,  it  is  believ- 
ed, exceed  S6,'500,0OO. 

Notwithstanding  the  efforts  of  the  company  al- 
ready referred  to,  the  arrangements  for  the  freight- 
ing business,  not  only  along  the  line  but  especially 
at  its  termini,  will,  it  is  believed,  be  quite  inade- 
quate for  the  future  ;  and  further  facilities  must  be 
afforded  for  its  transaction  by  tbe  purchase  of  ad- 
ditional stock,  and  other  requisite  arrangements 
or  the  business  must  in  part  at  least  pass  into 
other  channels. 

The  anexed  statement,  marked  No.  3,  contains 
an  abstract  of  the  estimates  of  the  chief  engineer 
for  the  completion  of  the  construction  of  the  road 
(from  1st  May,  1853,)  except  rolling  stook,  inclu- 
ding the  second  track  on  the  direct  line  from  Syra- 
cuse to  Buffalo.  Most  of  the  real  estate  referred 
to  in  the  estimate  has  already  been  purcha- 
sed. 

The  statement  of  the  general  superiutendant, 
marked  No.  4,  shows  the  amount  paid  for  addi- 
tions to  the  rolling  stock  since  the  first  of  May 
last,  chargeable  to  construction  account,  and  the 
amount  still  needed  in  that  department. 

The  construction  of  the  second  track  on  the  di- 
rect line  between  Syracuse  and  Buffalo  is  proceed- 
ing very  satisfactorily.  The  titles  to  the  real  es- 
tate have  nearly  all  been  peocured,  a  considerable 
portion  of  the  grading  has  been  done,  a  large  part 
of  the  iron  has  been  received,  and  it  is  intended 
to  bring  the  principal  part  of  the  line  into  use  dur- 
ing the  present  year.  -v  ■  -  <  i-  t»-.  ■ .  .  t.  '■  - ! 

The  new  passenger  depots  at  Rochester  and 
Buffalo,  (the  latter  for  the  route  by  the  way 
of  the  Falls  and  Lockport,)  the  erection  of 
which  were  commenced  before  the  consolidation 
took  place,  were  completed  a  few  months  ago. 
They  were  much  needed,  and  their  arrangements 
are  of  tho  most  satisfactory  character.  Two  large 
freight-houses,  and  one  engine  house  which  will 
contain  eighteen  engines,  have  been  erected  dur- 
ing tho  past  year  at  Albany.  Other  buildings 
needed  for  the  Company's  business  are  now  er- 
ecting, or  are  abont  to  bo  eiected  at  different 
points,  and  it  is  the  intention  of  the  Direc- 
lort  to  proceed  in  the  comp'etion  of  the  im- 
provements referred  to,  with  all  the  energy 
and  despatch  that  a  judicious  eccnomy  will 
warrant,  in  order  to  make  the  line  what  they 
believe  the  business  of  the  country  through 
which  it  runs,  its  past  prosperity  and  its  pre- 
sent I  respects  demand — the  best  constructed  and 
best  appointed  road  of  its  length  in  th<»  United 

States. 

.  ■  1* 

By  the  fifth  article  of  the  consolidation  agree- 
ment, this  company  assumed  debts  of  six  of  the 
old  companies,  to  the  aggregate  amount  of  SI,- 
884,823  62,  subject  to  the  deduction  of  S74,- 
652  23,  the  estimated  value  of  tbe  sinking  funds 
in  the  bands  of  the  Comptroller,  created  for  the 
payment  of  certain  issues  of  State  stock,  forming 
part  of  the  indebtedness.  More  than  $440,000  of 
this  amount  has  already  been  paid,  and  including 
the  amount  due  between  this  and  the  first  of  Au- 
gust next,  somewhat  over  S600,000  of  this  indebt- 
edness will  have  been  temporarily  provided  for. 
As  this  amount,  together  with  that  yet  to  become 
due,  is  properly  chargeable  to  the  construction 
account  of  the  company,  it  is  intended  in  due 


time  to  make  some  proper  provision  for  again 
funding  it.  No  further  considerable  amount  of 
the  debt  becomes  due  till  the  first  of  October, 
1856.  By  the  consolidation  agreement,  $120,000 
of  the  construction  account  of  the  Rochester  and 
Syracuse  Railroad  Company  for  the  first  track  of 
the  direct  line  between  Syracuse  and  Rochester, 
incurred  previously  to  the  first  day  of  May,  1853, 
was  assumed  by  this  company.  The  further  sum 
of  S123,060  85  has  been  expended  in  completing 
this  track. 

Statement  No.  5  annexed,  is  a  summary  of  the 
items  disbars  not  chargeable  to  the  ordinary  ex- 
pense account  of  the  road,  and  also  of  the  funds 
received  on  the  capital  stock  of  several  of  the 
companies,  parties  to  the  consolidation  agreement, 
and  which  it  was  thereby  provided  should  be  paid 
to  this  company. 

It  will  be  seen  from  these  statements,  that  it  had 
become  necessary  for  the  company  to  resort  to  an 
issue  of  its  bonds  to  raise  the  requisite  funds  for 
the  completion  of  thejmprovements  already  refer- 
red to.  At  a  meeting  of  the  directors,  held  on 
the  28th  day  of  April  last,  it  was  so  accordingly 
resolved,  under  the  authority  vested  in  the  board 
by  the  general  railroad  law  of  the  State  issued 
the  bonds  of  the  company  for  this  purpose  to  the 
amount  of  three  millions  ($3,000,000)  ofdollare, 
to  be  offered  to  the  stockholders. 

The  bonds  will  be  of  tho  denomination  of  one 
thousand  ($l,iOO)  and  of  five  hundred  ($500) 
dollars,  and  will  bear  date  the  fifleenth  day  of 
June,  next  (1854,)  and  be  made  payable  at  the 
end  often  years,  with  interest  at  the  rate  of  seven 
per  cf>nt  per  annum,  payiiblo  semi-annually,  on 
the  fifteenth  day  of  June  and  December  in  each 
year,  on  presentation  of  tho  usual  interest  war- 
rants to  be  annexed,  and  both  principal  and  in- 
terest to  be  payable  in  the  city  of  New  York. 

The  proportion  tho  loan  bears  to  the  stock  ac- 
count being  one-eight,  without  reference  to  frac- 
tions, it  is  now  ofl^ered  accordingly  to  those  who 
arc  stockholders  in  the  Company  at  the  closing  of 
the  books  this  day,  which  will  entitle  the  holder 
of  eighty  shares  of  stock  to  a  bond  of  one  thou- 
sand dollars,  of  forty  shares  to  a  bond  for  five  hun- 
dred dollars,  and  in  that  proportion ;  and  the  hol- 
der of  a  fraction  of  twenty  shares  or  over,  may,  if 
lesired,  take  an  additional  bond  for  five  hundred 
dollars.  Every  holder  of  less  than  forty  shares 
may  also  subscribe  for  a  bond  of  five  hundred  dol- 
lars; and  if  the  amount  thus  taken,  should  in  con- 
sequence of  this  privilege,  exceed  $3,000,000,  the 
excess  will  be  applied  to  funding  anew  the  indebt- 
edness paid  for  the  old  companies,  assumed  un- 
der the  consolidation  agreement  as  before  sta- 
ted. 

Payment  for  the  bonds  will  be  required  in  in- 
stalments, as  follows :  Twenty-five  per  cent,  on 
the  fifteenth  day  of  June  next  and  twenty-five 
per  cent,  on  the  fifteenth  day  of  July  next ;  or 
any  party  preferring  it  may  average  the  first  two 
instalments,  and  pay  the  same  on  the  first  day  of 
July  next.  The  remaining  fifty  per  cent,  will  be 
required  on  the  fifteenth  of  September  next.  In- 
terest will  be  allowed  on  tbe  instalments  from  the 
time  of  their  receipt  by  the  Company,  at  the  rate 
of  seven  per  cent,  per  annum,  until  the  fifteenth 
day  of  December  next,  and  tho  first  interest  war- 
rant will  be  made  for  that  amount.  Payment  of 
the  instalments  will  at  any  time  be  received  in 
advance  on  the  whole  or  any  part  of  the  bonds 
any  party  may  be  entitled  to. 

Stockholders  who  omit  making  the  payments 
required  on  or  before  the  first  day  of  July  next, 
will  be  considered  as  having  declined  to  take 
their  proportion  of  the  bonds. 

(Signed  by  the  Directors.) 

;-wi  ■■>:-..  ■-,■   ■ 

We  do  not  question  tho  expediency  of  the  pro- 
posed loan.  Its  necessity,  however,  naturally 
suggests  inferences  not  very  flattering  to  the  man- 
agers of  the  old  Companies,  as  the  chief  actors  in 
the  consolidation. 

The  necessity  for  the  ttew  loan  arises,  to  use  the 
language  of  the  Directors,  "  from  the  condition  in 
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which  they  found  portions  of  the  line,  and  the 
necessity  for  large  repairs  in  almost  every  depart- 
ment," and  "  to  the  impaired  condition  of  the  work 
and  buildings  on  the  road."  So  it  apjtcars,  that 
instead  of  first  class  roads,  as  was  supposed,  the 
consolidated  line  was  made  up  cf  old  rickety  con- 
cerns, in  "  impaired  condition,  and  requiring  large 
repairs  in  almost  every  department.  "  We  had 
always  regarded  and  often  quoted  the  roads  com- 
posing this  line  as  models  of  superior  (jonstruction 
and  management.  It  now  appears  that  their 
managers  applied,  in  the  payment  of  enormous 
dividends,  money  that  properly  belonged  to  main- 
tenance of  way  and  rolling  stock,  with  the  double 
object  of  making  the  most  out  of  the  roads  of 
which  they  had  charge,  and  for  the  purpose  of 
inflating  their  market  value  with  a  view  to  their 
sale,  allowing  the  roads  to  run  down  so  far  as  to 
require  large  additions  to  their  capital  account,  to 
put  them  in  working  order.      :;•    •  :. 

A  leading  object  of  consolidation  waii  jtated  to 
be  the  reduction  of  the  expense  of  operating  the 
whole  line.  For  the  year  1852,  the  aggregate  re- 
ceipts of  several  roads  were°$3,613,604;  expenses 
Sl,388,585.97,  or  384  per  cent,  of  the  former.— 
For  9  months,  since  the  consolidation,  the  total 
receipts  have  been  S1,16G,585  ;  expenses  $2,512,- 
492,  or  60)^3  per  cent,  of  the  former,  an  increase 
of  60  per  cent.,  with  vastly  greater  receipts.  Had 
the  roads  been  properly  kept  up,  the  per  centage 
of  receipts  would  have  been  less  instead  of  greater. 
We  have  no  reason  to  believe  they  would  not  have 
been  less,  had  the  previous  condition  of  the  roads 
been  as  well  maintained  as  it  has  been  under  the 
new  organization. 

It  turns  out  that  the  Central  line  has  not  been 
so  productive  nor  well  managed  as  w^  supposed. 
This  fact  impugn?!,  to  a  certain  extent,  the  compe- 
tency and  integrity  of  its  managers.  We  see  no 
way  to  escape  from  this  disagreeable  dilemma. — 
They  did  a  smart  thing  in  extracting  from  the 
road  a  bonus  of  some  $10,000,000.  It  may  yet 
turn  6ut  that  more  was  lost  than  gained  by  the 
transaction.  The  apparent  gain  has  been  at  the 
sacrifice  of  the  reputation  of  being  the  best 
managed  and  most  profitable  line  of  railroad  in 
the  United  States,  of  popularity,  and  very  likely 
of  profit.  What  is  wrong  in  principle  seldom 
works  well  in  practice,  and  we  believe  there  is  now 
no  one  that  does  not  condemn  the  principles  upon 
which  the  consolidation  was  based.  It  has  already 
given  birth  to  a  spirit  of  speculation,  which  must 
be  productive  of  results  mo*5t  pernicious  to  the 
railroad  system  of  the  country.  It  gave  to  par- 
ties responsible  to  no  corrective,  the  right  to  im- 
iiose  at  will  a  tax  upon  the  business  community, 
of  three  quarters  of  a  million  a  year,  to  pay  in- 
terest on  fictitious  capital  and  loans,  that  other- 
wise would  not  have  been  called  for.  Already  we 
hear  of  propositions  for  increased  rates  of  fare  up- 
on the  road,  to  meet  the  enormously  increased 
demands  upon  the  Company's  treasury. 

Such  are  some  of  the  lesults  already  developed 
by  the  consolidation  of  the  Central  line.  Others 
will  not  be  wanting  as  time  goes  on.  The  chalice 
may  yet  be  commended  to  the  lips  of  those  who 
prepared  it. 

Notwithstanding,  the  loan  is  undoubtedly  called 
for.  The  basis  for  it  is  ample,  and  we  hope  to  see 
it  promptly  taken.  :^:V»i:^-l.-X::':^ 

The  following  is  a  comparative  statement  of  Re- 


ceijits  from  passengers  and  freight  for  nine  months,  j  f  no.   5.) 

commencing  August  Ist,  1852  and  1863;  the  re-  Paid  on  construction  account  by  new  Company 

ceipts  in  1852  being  derived  from  the  returns  of'     up  to  Api  il  30,  1861, $1,076,297.04 

the  old  companies. 
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Paid  for  rolling  stock 718,381.74 

Paid  on  account  of  assumed  funded 

debt, 608,646.41 

Paid  Rochester  and  Syracuse  Co.,..  120,000.00 

Estimated  construction  for  May, . . .  250,000.00 

"          amount  due  for  iron, 600|000.00 
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.       ^  "     $3,268,676.19 

The  receipts  from  instalments  on  stock  and  other 

sources  have  been $3,0.^0,363.01 

The  proposed  loan  is 3,000,000.00 


$6,030,863.10 
The  present  and  prospective  calls 

upon  the  treasury  are 6,387,467.64 
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Total  receipts $4,128,627 

Add  for  arrears  of  mail  service  lately 
adjusted  with  the  department,  not 
before  included, 37,957  94 


.  .  $4,166,585  68 

-     .  '     '  (NO.    2.) 

Ge.vkrai.  Soperintendknt's  Okkice,  } 
.\lbanv.  May  24,  1864.      \ 

General  exi)enses,  exclusive  of  construction  ac- 
count :  '.  '-'-'^   ■--..  '■'■■'  :  "''"^■"^\  ?;';■•''  ; '  ';_?"■  '--^'''r^  ' 

1853.  August  and  Sejitember, $897,693  91 

October , 222,956  41 

November, ....^ 250,532  06 

December, 284,6^  50 

1854.  January, 267,827  35 

Februarv, 283,724  92 

March 1 296,039  56 

April 269,615  63 


Kcnt««ky  liOcomotlve  'Work«> 

A  large  cstabUshTnent  for  the  manufacture  of 
locomotives  has  recently  been  put  in  operation  in 
Louisville,  Kentucky, by  Messrs.  Olmsted,  Tenney 
and  Peck.  The  object  of  the  proprietors  is  to 
make  it  a  first  class  shop,  for  the  purpose  of  sup- 
plying the  roads  of  Kentucky  and  of  the  adjoin- 
ing States.  The  location  is  an  admirable  one,  and 
we  hear  that  no  pains  or  cost  has  been  spared  in 
the  construction  and  stocking  of  spacious  and 
convenient  buildings.  As  materials  of  the  best 
quality  can  be  had  at  Louisville  at  fair  rates,  and 
as  a  shop  there  is  protected  from  Eastern  compe- 
tition by  a  very  heavy  tax  in  the  cost  of  transpor- 
tation, we  see  no  reason  why  a  well  got  up  estab- 
lishment, which  we  understand  the  above  to  be, 
should  not  command  a  large  and  lucrative  busi- 
ness. ■■■.•  ^"■■:i     '  -'_'-■ 

Great  AVestern  Railroad* 

The  annual  meeting  of  the  stockholders  of  the 
Great  Western  Railroad  Company  was  held  at 
Hamilton  on  the  5th  inst.  The  following  gentle- 
men were  elected  Directors  for  the  ensuing  year : 
R.  W.  Harris,  Wm.  Lougsdon,  Col.  Oourlay,  E. 
Coming,  J.  M.  Forbes,  R.  Judson,  H.  McKinstry, 
Wm.  Dickson,  J.  B.  Smith,  J.  W.  Brooks  and  C. 
J.  Brydgcs. 


ilay  (estimated), 


$2,772,492  34 
240,000  00 


.:•:,>,    .        ,  $2,512,494  34 

(no.  3.) 
According  to  estimates  of  the  Chief  Engineer, 
the  sums  required  for  construction  are, 
For  land,  land  damages,  depot  grounds,  etc. 

A  i-v        $976,815.26 
Buildings  of  various  kinds ..........    636,660.00 

Graduation  (including  second   track 
from  Syracuse  to  Btffialo)  bridging, 


Ull \vaitke«  and  fllUsiaslppl  RalIroad< 

The  following  statement  shows  the  earnings  of 
the  Milwaukee  and  Mississippi  Railroad  .Company 
for  five  months :  , 


1853. 

Jauuaiy $10,801  25 

Februarv . . .      8,930  86 
March..*....      8,143  35 

April 8,914  38 

May 13,967  90 


Total.... $50,787  74 


185*. 

Jaziuary $23,224  29 

Februarv..  .    26,192  88 
March..'....    20,773  98 

April 18,821  42 

May 42,700  00 


Tola!.... $130,212  02 


Oklo  and  Indiana  Railroad. 

The  Ohio  and  Indiana  Railroa<l  b<a8  been  open- 
ed from  Crestline,  the  terminus  of  the  Ohio  and 
Pennsylvania  Railroad,  to  Delphos,  on  the  Miami 


Canal,  between  which  points  trains  run  daily.    At 
laying  "track,  &c.,  &c.,  ....  iTT.  .° '.1,635 ,890.65 !^"^P^<*^  ^^^  ^^^  connects  with  first-class  packet 


Iron,  chairs,  spikes,  &c.,. 


t  •  •  «    •  *  • 


.  1,568,030.00 


;:.-...:.      $4,815,38o.80 
'  (no.  4.) 

The  Company  now  own  161  locomotives,  156 
passenger  cars,  65  emigrant  cars,  69  baggage  cars, 
and  1501   freight  cars.     The  cost  of  purchases 

since  May,  1863,  is $713,831.74 

The  additions  to  be  made  will  cost. . .    688,250.00 


$1,302,081.74 


boats  to  Fort  Wayne,  Defiance,  Peru,  Lafayette 
and  St.  Mary's.  The  balance  of  the  road  is  in 
rapid  progress. 

PennaylT-anla  Railroad. 

At  a  meeting  of  the  stockholders  of  the  Penn- 
sylvania Railroad  Company,  held  in  Philadelphia, 
a  committee  reported  unanimously  against  the 
purchase  of  the  main  line  upon  the  terms  fixed  by 
the  act  of  the  Legislature. 
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Baffaloand  Brantford  Railroad. 

The  Rochpstor  papers  announce  that  the  Hon. 
James  Wadsworth,  President  of  the  Buffalo  and 
Biantford  Railroad,  who  has  recently  returned 
from  England,  where  he  has  been  on  business  con- 
nected with  the  road,  has  been  eminently  8iicce»s- 
ful  in  the  objects  of  his  voyage — the  negotiation 
of  the  bonds  o(  the  Company  and  the  purchase  of 
Iron  for  the  remainder  of  the  road — and  that  its 
completion  to  Goderich  will  bo  prosecuted  with 
all  possible  dispatch. 


,.;,>,  Railway  Share  List,     rr; 
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Baturdayt  Jane  17i  1854« 


Car  Veiitllationi 

As  the  season  advances  travelers  by  railroad 
suffer  almo^^t  inexpressibly  from  dust  aud  heat. — 
Those  who  have  never  experienced  it  can  hardly 
realize  the  sensations  of  thirst,  half  suffocation 
and  blindness,  which  are  occasioned  by  a  long 
day's  travel  in  unventilated  cars.  If  you  close 
your  window,  you  parch  ;  if  you  open  it  for  air, 
your  eyes  are  filled  wiih  heated  cinders  and  smoke, 
while  your  clothes  are  covered,  and  your  nose  and 
throat  are  choked  wi4,h  the  dust  you  respirate. 

It  is  scarcely  worth  while  to  canjecture  which 
of  these  several  inflictions  are  most  detrimental 
to  health.  That  any  one  of  them,  long  continued 
or  frequently  endured,  is  far  from  being  con- 
ducive to  the  good  condition  of  the  respiratory, 
or  visual  organs,  cannot,  and  will  not  be  denied. 
Besides  this,  the  question  of  comfort  in  traveling. 
Is  very  greatly  dependant  upon  the  exclusion  of 
objectionable  matter  from  tho  cars,  and  the 
amount  of  pleasure  travel  is  no  doubt  much  re- 
stricted by  the  annoyances  above  mentioned. 

For  thesa  reasons  the  particular  attention  of 
railway  Managers  should  be  given  to  the  subject 
of  proper  ventilation.  That  many  plans  have 
been  tried  with  unfavorable  success,  we  know, 
but  we  believe  the  obstacles  which  have  hitherto 
been  unsuccessfully  encountered  can  be  over- 
come, and  we  are  glad  to  see  an  increased  inter- 
est in  that  direction  manifested  by  scientiflc  men. 
We  gave  last  week  a  description  of  an  invention  by 
Mr.  Lancaster,  of  which  we  think  well,  though  we 
ure  no  sufficiently  versed  in  the  science  or  philoso- 
phy of  air-currents, etc.  in  vol  ved,toexpre88  a  decided 
opinion  upon  its  jiracticability.  We  have,  how- 
ever, no  hesitation  in  saying  that  it  seems  to  us  by 
far,  the  best  calculated  to  answer  the  purpose  in- 
tended, of  any  thing  we  have  yet  seen  proposed. 
And,  on  this  account  we  commend  it  to  the  at- 
tention of  railway  companies  for  experiment.  We 
know  Mr.  Lancaster  to  be  a  man  of  rare  scientif- 
ic attainments,  and  more  than  ordinary  mechani- 
cal ingenuity,  which,  united  with  a  good  practical 
experience,  eminently  fit  him  for  success  in  this 
line  of  invention.  It  is  now  his  object,  as  will  be 
seen  by  the  advertisement  on  tho  second  page  of 
the  cover,  to  test  tho  qualities  of  his  plan  by  put- 
ting it  in  practical  operation. 

Ou  the  principle  of  its  being  the  duty  of  Rail- 
road Companies  to  give  every  facility  in  their 
power  for  a  fair  trial  of  each  plan  proposed  which 
offers  a  reasonable  chance  of  success,  we  hope  to 
see  this  one  fairly  tried  before  the  lapse  of  many 
weeks.  We  also  hope  to  be  able  to  present  a  des- 
cription of  another  plan  in  the  Journal  of  next 
week. 
Let  us  do  every  thing  in  ou    power  to^make  the 


Atlantic  and  St.  Lawrence. . .  Maine 
Androscoggin  and  Kennebec. . 

Kennebec  and  Portland 

Port.,  Saco  and  Portsmouth.. 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence. . . . 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Passmnpsic. . 

Rutland 

Vermont  Central 

"Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton.  . . 
Boston  and  New  York  Central 

Old  Colony 

Taunton  Branch 

Vermont  and  Massachusetts. . 

Worcester  and  Nashua 

Western 

Stonington 

Providence  and  Worcester . . . 

Canal 

Hartford  and  New  Haven .  i . . 

Housatonic 

Hartford,  Prov.  and  Fishkill . . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven. . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  NeW  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie). . , 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga .... 

Rutland  and  Washington 

Saratoga  and  Washington ..... 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Erie  and  North  East 

Harrisburgh  and  Lancaster. . . 
Philadelphia  and  Reading. . . . 
Philad.,  Wilmington  and  Bait. 
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Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuatum  o/$100. 
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Pennsylvania  Central Penn.'260 

Philadelphia  and  Trenton....     "       30 

Pennsylvania  Coal  Co "     147 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..     " 
Rich.,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central 

Virginia  and  Tennessee . . 
Winchester  and  Potomac 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     '< 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenu. 
Nashville  and  Chattanooga.  . 
Covington  and  Lexington . . . 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexiington " 

Cleveland  and  Pittsburgh 
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Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...  " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Indianopolis  and  Cincinnati..  " 

Lafayette  and  Indianapolis. . .  " 
Madison,  Indianapolis  &  Pern 
Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago Ill 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich.  315 

Michigan  Central "     282 
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40 
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railway,  the  safest,  healthiest,  and  most  pleasant, 
as  it  is  now  the  most  rapid  mode  of  travel.  The 
great  lines  of  railway  radiating  from  New  York 
have  done  much  toward  the  introduction  of  im- 
provements in  the  equipment  and  operation  of 
such  enterprises.  They  have  incurred  much  ex- 
pense and  subjected  themselves  to  great  incon- 
venimces  so  doing,  and  we  believe  they  are  stilj 
ready  to  contribute  their  influence  toward  the  in- 
troduction of  such  plans  as  promise  a  real  ad- 
vance  in  the  mode  of  operating  roads,  or  addi- 
tions to  the  comforts  of  passengers.  All  will  agree 
that  the  man  who  succeeds  in  a  plan  relieving  the 
travelling  community  of  the  sad  discomforts  %• 
ri*u}g  from  imperfect  ventilation,  will  be  hailed 
as  a  public  benefactor ;  while  the  men  who  lend 
their  powerful  aid  in  demonstrating,  or  providing 
the  facilities  for  the  demonstration  of  its  practi- 
cability, will  be  considered  in  a  light  scarcely  less 
favorable.  ;  . 
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stock  and  Manvy  Marlcet. 

There  has  been  a  continued  depression  in  the 
stock  market  since  our  last,  and  pipces  have  toxich- 
ed  a  lower  figure  than  has  been  seen  for  the  last 
four  years.  There  is  not  so  much  a  feeling  of  dis- 
trust, as  a  complete  indifference  to  railroad  secur- 
ities of  all  kinds,  and  an  indisposition  to  make 
loans  on  account  of  them.  Should  the  present  feel- 
ing continue,  the  market  may  go  still  lower. 

Money  is  in  afctive  demand,  and  the  steady  drain 
of  specie  keeps  the  public  mind  in  a  feverish  state. 
There  has  not  been  a  stringency  of  equal  duration 
and  severity,  since  the  memorable  one  which  fol- 
lowed the  expansions  of  1836-7.    ' 

The  following  are  the  earnings  of  railroads  for 
the  moath  of  May,  a.s  far  as  received . 

1864.  1853. 

Hudson  River, £128,271  S93,Y04 

Cleveland  and  Toledo 55.600  27,000 

Chicago  and  Rock  Island,  ..    109,279  new. 

Milwaukie  and  Mississippi,..      42,000  13,967 

Ohio  and  Pennsylvania, 81,238  47|870 

Michigan  Central 200,020  136.202 

Michigan  Southern 211,684  148.325 

Cleveland  and  Pittsburgh,.  ..      51,283  36,368 

»kiIiiiiugtou  and  Manchester,    25,903  new. 

IludsonRiver, 123,271  93,709 

Boston,  Concord  &  Montreal,     20,748  14.518 

Pontiac 7,117  4,409 

Pennsylvania  Railroad, 297,187  195.072 

Baltimore  and  Oh''o  do 366,514  204,950 

New  York  Central     do 511,888  362^997 

Blemplils  and  Ohio  Uoad  Under  Contract. 

The  ^Memphis  and  Ohio  Road  has  been  pat  un- 
der contract  from  Memphis  to  the  crossing  of  the 
Mobile  and  Ohio  road — 85  miles.  The  contrac- 
tors are  Messrs  Harris,  Black  &  Co.,  of  Boston,  a 
firm  of  great  energy,  experience  and  unquestiona- 
ble ability  to  carry  through  what  they  have  un- 
dertaken. The  terms  of  the  contract  arc,  that 
the  road  shall  be  fiuishedj  e<iuipped,  and  put  into 
operation  as  follows : 

First  30  miles  by  1st  of  July,  1855. 
Next  20  miles  by  1st  of  October,  1855. 
Next  35  miles  by  1st  of  May,  1856. 

It  will  be  seen  that  the  whole  of  85  miles  is  to 
be  finished  and  in  operation  in  less  than  two 
years,  while  50  miles  are  to  be  in  readiness  to 
bring  the  next  cotton  crop  after  the  one  now 
growing — that  is,  in  one  year  after  the  first  of 
next  October. — Louisville  Courier. 


The  Grand  Excaraiom  to  the  ItHsslsslppi. 

In  our  next  we  shall  give  a  full  account  of  the 
great  excursion  which  has  just  come  off  to  the 
Mississippi. 
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The  BafTalo  «»a  New  York  City  Railroad. 

TO  THK  CDITOR  OF  TUE  RAILROAD  JOURNAL. 

Sir— 
The  enlightCDed  ioterest  which  you  take  in  the 
prosperity  of  our  great  internal  communications, 
induces  me  to  address  you  this  communication.  — 
It  is  suggested  by  the  perusal  of  the  report  of  the 
Committee,  lately  appointed  by  the  creditors  of  the 
Buffalo  and  New  York  City  Railroad  to  investigate 
its  affairs.  The  Committee  exonerato  the  Direc- 
tors and  officers  of  the  Company  entirely,  from 
any  thing  like  bad  faith,  and  this  makes  it  the 
more  easy  to  discuss  the  subject ;  for  whatever  I 
shall  say  will  not  be  attributed  to  i>ei8onal  feeling 
or  partizan  zeal.  In  fact  you  will  sec  that  my 
remarks  are  entirely  of  a  legal  tendency,  and  are 
such  as  I  suppose  would  suggest  themselves  to  any 
professional  person  reading  this  ref^ort,  and  thus 
led  to  consider  the  technical  questions  growing 
out  of  the  character  of  what  are  called  Railroad 
!^ecurities.  3IiIlions  and  hundreds  of  millions  are 
invested  in  railroad  bonds.  These  bonds  are  held 
every  where,  here  and  abroad — have  been  created 
in  every  State.  It  is  a  national  interest.  There 
can  be  no  object,  therefore,  in  impairing  their 
credit.  There  is  every  inducemebt  to  uphold 
them.  The  best  way  to  do  that  is  in  time,  while 
the  general  prosperity  of  the  country  is  great — 
trade  lucrative — travel  of  all  kinds,  general,  nvio 
to  consider  the  difficulties,  if  tliere  be  any,  that 
present  themselves,  and  thus,  as  far  as  possible, 
guard  against  them.  In  the  tirst  place,  to  under- 
stand the  subject,  what  is  the  Buffalo  and  .\cic 
York  City  Railroad? 

This  question  will  be  best  answered  by  a  few 
words  of  histoiical  reminiscence  as  to  the  internal 
communications  of  our  State.  The  first  great  idea 
of  developing  the  resources  of  New  York,  was  to 
complete  the  water  communication  from  the  ocean 
to  the  Lakes.  So  a  point  was  selected  on  the 
Hudson  where  navigation  ceased,  and  the  Canal 
was  made  to  Buffalo. 

For  this  we  have  mainly  to  thank  Morris  and 
Clinton,  two  of  the  race  of  able  and  far-seeing 
statesmen  of  whom  New  York  once  could  boast. 
Time  rolled  on,  and  along  the  lino  of  the  canal, 
and  in  the  fertile  country  which  it  opened,  great 
towns  grew  up.  Then  came  the  invention  of  the 
Rail,  and  naturally,  necessarily,  the  first  railroad 
in  the  State  followed  the  tow  path  of  the  canal, 
and  took  advantage  of  the  population  that  had 
grown  up  along  Its  level  banks.  Then  were  suc- 
cessively formed  the  several  links  of  the  chain 
from  Albany  to  Buffalo  that  is  now  known  as  the 
Central  road,  finally  completed  to  New  York  by 
the  bold  and  original  conception  of  the  Hudson 
River  line.  When  all  this  was  done,  or  while  it 
was  being"  done,  it  appeared,  however,  that  the 
communication  by  rail,  instead  of  taking  a  di- 
rect course  from  New  York  to  the  Lakes,  described 
a  huge  right  angle,  of  which  Albany  was  the  apex, 
and  entirely  overlooked  the  whole  country  known 
as  the  Southern  Tier  of  counties.  To  this  was 
due  the  creation  of  the  New  York  and  Erie  Rail- 
road. That  vast  work  has  been  attended  by  vari- 
ous fortunes.  Its  early  career  was  certainly  marked 
by  remarkable  blunders,  some  of  which  are  still 
attested  by  the  long  lines  of  piles  which  the  tra- 
veler's eye  now  contemplates  with  wonder  in  the 
meadows  of  Chemung.  But,  of  all  the  blunders 
committed  by  the  originad  directors  of  the  road, 


certainly  the  choice  of  the  two  termini  was  the 
greatest.  Instead  of  starting  from  New  York,  they 
selected  Piermont,  thirty  miles  distant,  as  the  point 
of  departure,  and,  instead  of  coming  out  on  the 
Lakes  at  Buffalo,  they  chose  Dunkirk  as  their 
resting-placo.  Their  former  error  was  corrected, 
and  New  York  is  now  as  it  should  be,  the  terminus 
of  the  road.  The  other  blunder  still  remains  un- 
altered, and  thns  »re  have  two  great  lines  of  rail- 
.roaJ  from  New  York  to  the  Lakes — the  one  wind- 
ing hugely  out  of  the  way,  the  other  ending  at  a 
point  without  harbor  or  a  population.  To  this 
policy  or  impolicy  of  the  Erio  Railroad  was  owing 
the  creation  of  the  Buffalo  and  New  York  City 
Railroad — starting  from  Buffalo  and  running  91 
miles,  to  strike  the  Erie  railroad  at  Hornellsville, 
12S  miles  from  Dunkirk  and  332  miles  from  New 
York,  and  so  to  make  a  direct  communication  be- 
tween New  York  and  Buffalo,  by  the  way  of  the 
Erie  road.  This  work  begun  in  1845 — was  com- 
pleted in  1852.  Running  through  one  of  the 
greatest  and  most  powerful  States  in  the  Union, 
connecting  directly  with  the  city  of  New  York  at 
one  end  and  at  the  other  with  Buffalo,  the  great 
port  of  Lake  Erie,  its  securities  have  been  readily 
taken  by  the  most  sagacious  of  our  capitalists, 
and  upwards  of  two  millions  of  them  are  now 
held  for  domestic  and  foreign  account. 

It  is  to  the  affairs  of  this  road  that  I  now  solicit 
attention. 

The  capital  of  this  road  was  nominally  $1,500,000 
But  of  this  there  has  been  paid  in  only  $798,000 
but  little  more  than  half.  ..  * 

It  soon  became  necessary  to  raise  money.  This 
MRs  been  effected  thus  : 

Two  mortgages  were  executed  on  two  halves  of 
of  the  road,  together  making  one  first  mortgage 
on  the  road,  for $1,200,000 

These   sums   Mere  less   than  two  mil- 
lions   to  make   a  road  nearly   100 
miles  long.    More  money  was  want-      .u'-. 
ed.     So  a  second  mortgage  was  exe- 
cuted on  the  whole  road  for $500,000 

And  a  third  for $1,076,000 

With  a  proviso  however  that  only $575,000 

should  be  issued  till  the  2d.  mortgage 
should  be  tak<;n  up.    Since  then,  in-*"    • 
come  bonds  have  been  issued  and  a 
large  floating  debth  run   up,  till  the 

total  cost  of  the  road  reaches $3,552,035 

Of  which  is  capital $798,400 

Debt  funded  and  floating 2,753,635 

This  debt  is  now  represented  by  five  classes  of 
creditors — First  mortgage — Second  mortgage — 
Third  mortgage,  Incdmc  bonds  and  Judgment 
creditors,  (those  who  have  obtained  judgment  on 
their  advances.)  Now  the  fundamental  error  in 
this  operation  is  the  disparity  of  the  citpital  stock 
as  compared  with  the  debt.  If  the  road  were  all 
owiiel  by  the  stockholders  and  there  were  no  debt, 
there  could  be  no  danger  of  a  sacrifice  of  the 
property.  If  the  debt  were  small  there  would  be 
a  large  capital  interested  in  prevetrting  a  sacrifice 
of  the  road.  But  here  are  have  five  dollars  of 
debt  for  every  one  of  capital.  In  case  of  difficul- 
ty, this  state  of  things  is  just  as  fatal  to  a  railroad,'^ 
as  it  would  be  to  an  individual.  This  is  plafn 
enough,  but  how  has  it  arisen  1  In  the  first  place 
from  the  absurd  miscalculation  that  is  always 
made  in  regard  to  the  cost  of  a  public  work. 

In  the  pamphlet  published  by  the  company 


when  the  flrst  bonds  and  mortgage  were  issued, 
it  was  slated  that  the  whole  cost  of  the  road 
would  be  one  million  and  a  half"  fully  to  com- 
plete and  equip  the  work." 

This  was  the  estimaU.  The  actual  cost  is  thret 
millions  and  a  half,  and  in  fact  this  does  not  ap- 
pear excessive  for  a  road  91  miles  long,  and  well 
made,  well  fenced,  and  fully  equipped.  Such  is 
the  experience  that  makes  the  calculations  of  our 
Engineers  a  bye  word  and  a  laughing  stock.  Look 
again  as  to  the  classification  of  the  creditors. 
There  are  five  classes  of  them.  First,  second, 
third  mortgages,  income  bondholdera  and  judg- 
ment creditors.  Here  again  in  case  of  difficulty 
the  most  serious  complication  presents  itself.  If 
there  was  but  one  class  of  creditors  they  would 
be  all  equally  interested  in  protecting  the  proper- 
ty. But  here,  unless  there  is  a  remarkable  spiri*" 
of  forbearance  and  patience,  there  will  be  a  gen- 
eral scramble  ;  the  ingenuty  of  lawyers  will  be  sharp- 
ened by  the  avidity  of  creditors  running  a  race  of 
priority,  and  in  such  a  state  of  things  it  does  not 
require  a  prophet  to  foretell  that  the^  interests  of 
the  stockholders  must  be,  and  those  of  the  road 
may  be,  sacrificed. 

See  what  has  already  taken  place.  The  first  mort- 
gages are  mortgages  of  both  real  and  personalestate 
and  purport  to  convey  the  road  and  its  equipments, 
locomotives,  cars  &c.  But  here,  a  serious.question 
presents  itself.  Our  laws  in  this  State  require  a 
mortgage  of  real  estate  to  be  rec(rrded  in  the  coun- 
ty clerkii  office — of  personal  property  to  be  filed 
in  the  town  clerks  office.  Now  locomotives  and 
cars  are  personal  property.  The  mortgage  in 
question  was  only  recorded  as  a  mortgage  of  real 
estate,  not  filed  as  a  mortgage  of  chattels.  A 
sharp  creditor  gets  judgment,  detects  the  over- 
sight lev  ies  on  all  the  personal  property  and  forces 
the  company  to  execute  a  chattel  mortgage  on 
the  rolling  stock  for  his  special  and  prior  se- 
curity, thus  cutting  away  (if  his  law  be  good,)  a 
very  serious  part  of  the  security  of  the  flrst  mort- 
gage creditors. 

Again  another  creditor  gets  judgment,  levies  on 
the  Rolling  Stock  subject  to  the  mortgage,  and  the 
whole  rolling  stock  is  sold  to  a  judgment  credi- 
tor, and  bought  in  for  $15,000 — this  time  it  is  done 
really  for  the  benefit  of  the  Road,  but  if  the  law 
above  stated  is  correct,  the  Company  has  been 
deprived  of  all  possibility  of  running  its  Road, 
and  its  whole  stock  of  engines  and  cars  have  been 
sold  to  pay  a  debt  of  $15,000.  What  a  state  of 
things  is  this  1 

It  will  bo  observed  that  all  this  results  merely 
from  a  want  of  attention  to  proper  legal  formali- 
ties. I  am  not  saying  that  the  proceedings  of  the 
creditors  against  the  Rolling  Stock  are  well  taken, 
but  it  is  plain  that  questions  have  been  left  open 
which  should  not  have  been. 

Other  questions  present  themselves  as  to  the 
general  character  of  mortgages  of  this  kind 
They  are  mortgages  in  trust.  The  Cestuique 
trusts,  the  bondholders  cannot  proceed  except 
through  the  mortgagees.  What  rules  are  to  govern 
the  trustees  as  to  taking  proceedings  1  Are  they 
to  act  for  the  benefit  of  a  single  mortgagee  1  Or  are 
they  to  wait  the  decision  of  a  majority  in  inter- 
est, or  are  they  to  be  governed  by  their  own  dis- 
cretion as  to  what  the  true  interests  of  the  bond- 
holders require. 

We  all  know  that  the  law  of  trusts  baa  been  a 
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fruitful  source  of  litigation  io  this  State,  since  the 
passage  of  the  Revised  Statutes.  Still  such  is 
the  power  of  habit  aud  general  opinion  that  we 
every  day  see  persons  who  would  jump  out  of  a 
second  story  window,  rather  than  take  any  second 
mortgage  oti  any  private  pro[>crty — cheerfully  take 
third  mortgage  on  a  road  of  which  they  really 
know  little,  given  to  a  trustee  of  whom  they  know 
less,  and  over  whom  they  have  no  influence  or 
control.  Such  is  the  general  confidence  in  our 
prosperity  and  progress,  and  as  long  as  that  pjos- 
perity  and  progress  lasts  there  is  no  difficuliy. 
But  let  that  prosperity  and  progress  be  check- 
ed, diminish  the  revenue  of  Railroads,  call  in  law- 
yers to  test  the  validitv  of  these  mortgages,  and 
the  legularity  of  proceedings  and  you  have  a  very 
different  state  of  things.  Then  what  Railroads 
will  be  best  offi  Evidently  those  whose  debts  are 
the  smallest  in  proportion  to  their  capital — those 
whose  debts  are  in  the  least  number  of  diflTerent 
classes,  and  finally  those  which  have  most  faith- 
fully observed  the  legal  requirements  in  regard  to 
property  of  this  kind. 


LEX. 


For  tbe  American  Raiiroud  Journal. 
Covington  and  Olifo  Railroad t 

This  road  was  chartered  by  the  Legislature  of 
Virginia  during  its  session  of  1852-3.  There 
were  at  that  time  appropriated  $1,000,000  for  its 
construction;  S500.000  to  the  Western  division 
and  an  equal  sum  to  the  Eastern  Division. 
The  work  being  on  Slate  account  was  placed  under 
the  management  of  the  Board  of  Public  Works. 
The  question  of  route  was  for  several  months  a 
barrier  to  the  prosecution  of  the  Eastern  division^ 
and  was  advocated  with  much  spirit  by  the  friends 
of  the  Greenbrier  route  on  the  one  side,  and  the 
Manroe  route  on  the  other. 

So  great  were  the  advantages  set  forth  by  the 
friends  of  the  two  routes,  the  directors  of  the 
company  thought  proper  to  appoint  another  en- 
gineer not  partial  to  either  route,  to  make  addi- 
tional surveys  and  report  thereon.  It  was  not 
until  the  middle  of  January  1854,  that  a  thorough 
survey  of  the  two  routes  was  suflSciently  advanced 
for  any  correct  idea  of  the  comparative  merits  of 
the  two  routes.  ^Sis,;;  v- «•■" "  v;  :»  ; ;  "/  v  ,i 
I  The  result  of  the  surveys  was  the  adoption  of 
the  Greenbrier  route  in  consequence  of  its  low 
grades,  and  ability  to  be  worked  at  the  same  cost 
when  the  business  should  need  125,000  through 
passengers  and  tons  of  freight,  aud  to  carry  15  per 
cent,  more  of  both  than  the  Monroe  route  when 
tbe  business  of  either  should  approach  the  limit 
of  their  capacity. 

The  total  length  of  the  road  from  Covington  to 
the  mouth  of  the  Big  Sandy  on  the  Ohio  river  Is, 
225  miles.  The  maximum  grade  ascending  wes^ 
is  69  feet  per  mile.  The  maximum  grade  descend- 
ing west  is  30  per  mile.  The  maximum  grade  o( 
69  feet  only  extends  over  29,4  miles  of  the  whole 
road.  The  amount  of  tunnelling  is  about  19,000 
feet;  the  longest  being  about  one  mile.  The  estima- 
ted cost  of  tbe  graduation  and  superstructure  of 
the  whole  road  is  810,000,009,  or  $40,000  per 
mile. 

At  the  last  session  of  the  Legislature  a  further 
appropriation  was  asked  for  by  the  friends  of  the 
improvement,  but  the  bill  was  defeated  by  its  op- 
nents  on  the  north  and  south  sides  of  James  River. 
The  question  of  gaage  contributed  more  -to  its  de- 
feat than  any  other.  The  railroads  on  the  south 
side  of  James  River  being  all  of  the  6  feet  guage, 


it  was  desired  by  the  J  fiends  of  these  improvements 
that  the  Covington  and  Ohio  roads  should  be  the 
same,  but  as  the  faith  aud  /lonor  of  the  state  was 
deemed  to   be  pledged  to  meet  the  Kentucky 

extension  at  Ibe  mouth  of  Big  Sandy  river,  with 
a  guage  of  4,  8)^,  the  directors  of  the  Coving- 
ton and  Ohio  railroad  adopted  the  same  guage 
The  roads  connecting  with  the  Covington  and  Ohio 
road  at  Sandy  river,  are  the  Maysville  and  Big 
Sandy,  and  the  Lexington  and  Big  Sandy  ;  which 
roads  connect  with  the  main  lines  to  the  western 
cities.  The  Covington  aud  Ohio  road  also  con- 
nects with  the  Virginian  Central  railroad,  which 
passes  to  Richmond  with  a  guage  of  4-83-2 1  where 
it  connects  with  the  proposed  Ricbniv^nd  and  York 
River  railroad.  A  connection  is  also  proposed 
with  the  Virginia  and  Tennessee  road,  which  has 
a  guage  of  5  feet  and  connects  with  other  roads 
of  the  same  guage  which  pass  to  Norfolk. 

Had  the  friends  of  the  Cov.  0.  R.  R.  acquiesced 
in  the  5  feet  gu;ige,  it  would  still  have  been  doubt- 
ful about  the  passage  of  the  bill,  as  the  north 
side  of  James  river  wouli  have  voted  against  it. 
I  am  not  prepared  to  enter  into  the  merits  of  the 
two  guagos.  The  5  feet  guage  would  terminate 
at  Norfolk,  and  the  4-8'2  at  Eltham.  The  friends 
of  the  5  feet  guage  claim  that  the  distance  of  80 
miles  gained  by  the  4-83<  guage  is  more  than 
counterbalanced  by  the  fear  trade  leaving  Staun- 
ton for  Baltimore. 

Any  one  can  judge  for  themselves  of  the  strength 
of  this  argumcut  when  I  state  the  fact  that  from 
Staunton  to  Baltimore  is  218  miles,  and  from 
Staunton  to  Richmond  only  120  miles.  When  we 
consider  the  advantage  that  the  Richmond,  has 
over  the  Baltimore,  flouer,  it  is  hardly  to  be  sup- 
posed that  wheat  will  seek  a  market  that  is  98 
miles  more  distant.  At  Eltham,  38  miles  from 
Richmond,  and  in  sight  of  the  capes  of  Virginia, 
the  largest  class  ships  can  lie  at  anchor  with  safe- 
ty, showing  that  ships  of  the  greatest  burthen  can 
load  at  Virginia  ports. 

The  prosecution  of  the  Western  division  of  the 
road  between  Big  Sandy  ane  Kanawha  rivers  has 
been  pushed  on  with  much  rapidity  since  the  con- 
tractors have  got  fairly  to  work,  but  the  road  will 
necessarily  have  to  suspend  operations  for  the 
want  of  means  within  three  or  four  months,  unless 
there  should  be  an  extra  session  of  the  Legisla- 
ture to  vote  an  appropriation  to  it. 

A  large  meeting  of  the  citizens  of  Kanawha 
County  was  recently  held,  at  which  resolutions 
were  passed,  inviting  the  co-operations  of  the 
counties  throughout  the  state  in  appointing  dele- 
gates to  a  Railroad  Convention,  to  be  held  at  the 
White  Sulphur  Springs  on  the  first  Monday  in 
August  next,  to  devise  means  for  the  vigorous 
prosecution  of  the  Covington  and  Ohi  >  railroad, 
and  a  branch  to  the  mouth  of  Kanawha  river 
and  also  one  to  connect  with  the  Virginia  and 
Tennessee  railroad ;  also  calling  upon  the  Legisla- 
ture of  Virginia  to  meet  as  early  as  practicable 
and  vote  means  for  the  further  prosecution  of  the 
work. 

The  Covington  and  Ohio  railroad  passes  through 
a  country  rich  in  agricultural  produtions,  and 
abounding  in  coal,  salt,  and  iron  ore.  The  vast 
amount  of  minerals  alone  would  be  sufficient  to 
furnish  freight  for  a  double  track  railway.  The 
lowness-  of  its  grades,  directness  of  its  course,  be- 
ing 200  miles  nearer  to  the  capes  of  Virginia  than 


any  other  Western  road,  would  constitute  it  be- 
yond a  doubt  the  main  thoroughfare  between  the 
Western  states  and  the  Atlantic.  Its  passing  by 
the  Vitginia  Springs  is  another  inducement  to  very 

large  passenger  travel. 

"  Richmond." 


Bavlt  Sle>  Marie  Canal. 

We  regret  to  see  and  hear  so  many  complaints 
with  regard  to  the  managemeat  and  progress  of 
this  important  work.  They  arc  of  a  nature  cal- 
culated to  seriously  embarrass  the  company  en- 
gaged in  the  construction  of  the  canal,  in  their 
operations,  and",  if  well  founded,  should  be  at  once 
looked  into  by  stockholders,  and  the  necessary 
remedies  applied.  When  the  complaints  referred 
to  first  began  to  appear  in  the  local  press,  we 
were  loth  to  credit  them,  but  we  have  since  been 
placed  in  possession  of  well  authenticated  facts 
going  to  prove  their  validity,  and  making  it  im- 
perative that  the  stockholders  investigate  the  af- 
fairs of  the  company,  and  vindicat.-  its  manage- 
men  ,  or  cause  such  changes  in  its  policy  and  mode 
of  operations,  as  will  insure  the  strictest  compli- 
ance with  the  terms  of  their  contract. 

In  common  with  public  generally,  we  had,  from 
the  first,  the  fullest  confidence  in  tb  .'  capacity  and 
ability  of  the  Directors  and  managerd  of  the  com- 
pany, than  whom  none  more  eminent  in  the  con- 
duct of  similar  enterprises  are  to  be  found  in  the 
country,  to  carry  forward  their  work  in  a  maQoer 
creditable  to  themselves   and  mutually  profitable 
to  the  State  of  Michigan    and   the  stockholders . 
In  order  to  do  this,  however,   it  was  nccccssary 
that  the  best  talent  in  this   country  should   have 
been  secured   in  the  superintendence  of  the  engi- 
neering and  financial  departments  of  the   work. 
Tbe  well  known  character  of  the  piincipal  officers 
led  the  public  to  suppose  that  such  would   have 
been  the  case,  and  we  have  little  doubt  that  the 
stockholders  are  now  confident  that  such   is  the 
fact     But  wore  it  so,  it  seems  to  us  hardly  prob- 
able the  company  would  now  find   itself  involved 
in     suits  at  law    with    private    individuals     fur 
large  damages  for  breaches  of  contract,   or  cm- 
broiled  with  the  State  of  Michigan,  and   through 
it  with  the  General  Government,  in  regard  to  the 
location  of  its   lands,  aud  trespasses  upon  lands 
not  subject  to  location.     Neither  would  its  work 
be  so  far  behind  hand,  as  to  almost  preclude  the 
possibility  of  having  it  completed   within  tbe  spe- 
cified time.   The  responsible  agent  of  the  company 
having  the   supreme    control  of    its   affairs    on 
the  ground  of  the  works,  should  be  a  man  of  emi- 
nent ability,   ripe  experience,   sound  judgement, 
and  a  sufficient  knowledge  of  the  world,  to  steer 
clear  of  these  and  various  other  minor  difficulties 
involving  the  honor  and.credit  of  the  company  and 
the  interests  of  the  whole  commercial  communitj'. 
We  trust  the  stockholders  and  Directors  will  look 
into  this  matter  and  set  public  opinion  right  as  to 
the  progress  of  their  work. 

Since  writing  the  foregoing,  which  was  prepar- 
ed for  the  Journal  last  week,  but  crowded  oat,  tbe 
Lake  Superior  Journal  has  come  to  hand,  from 
which  Re  **xtract  the  following  article.  We  are 
glad  to  observe  the  promptness  with  which  Mr. 
Brooks  and  his  associates  have  commenced  tbe 
reform,  apparently  so  much  needed,  and  trust  they 
will  carry  it  to  every  branch  of  the   management. 

Change  in  the  Canal  Supervition. — J.  W. 
Bbooks,  Esq.,  Vice  President  of  the  8.  M.  F.  8. 


aso 
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C;in:il  Co.,  has  been  in  town  suveral  day,s  and  ap- 
pears to  have  relieved  Mr.  Harvey  considerably 
fiom  his  onurous  duties  as  Canal  Agent,  and  H.  D. 
Ward  Esq.,  a  gentkman  of  great  experience  in 
such  works  has  taken  the  supervisionof  the  Lock- 
work  and  cicavations.  It  would  appear  from  his 
movemonts,  that  the  former  Agent,  Mr.  Harvet, 
has  received  the  burth  of  "running  agent,"  which 
is  a  verj  appropriate  post  for  one  who  has  already 
run  througk  an  expenditure  suflScient  to  have 
built  the  Canal,  under  judicious  management.  Un- 
der the  present  direction,  the  work  is  likely  to  be 
carried  forward  in  a  more  systematic  and  energe- 
tic manner,  but  it  is  very  doubtful  whether  ev>5n 
the  well  known  energy  of  Mr.  BftooKs'  can,  with- 
in tfie  time,  make  up  for  the  general  mismanage- 
ment on  Ibis  work  heretofore,  and  complete  the 
Canal  in  the  required  time. 

The  difficulty  lies  far  back  in  t^  commence- 
ment of  this  important  work,  in  placing  it  in 
charge  of  a  person  without  a  particle  of  experi- 
ence or  familiarity  with  such  a  work,  who,  as  a 
matter  uf  course,  ha<l  to  cut  and  try,  and,  in  this 
very  course,  conduct  all  matters  in  a  penny-wise 
and  pound  foolish  manner.  A  whole  year  has 
been  spent  in  this  way,  and  now,  if  the  work  can 
b3  finished  at  all  within  the  time,  in  order  to  make 
up  for  past  disurdur  and  uismanagement,  it  will 
require  four  times  the  amount  of  expenditure 
that  it  would,  provided  it  had  been  properly  under- 
taken. 

Whal  renders  the  company  still  more  blameablj, 
is  the  fact,  that  during  ibis  whole  time  none  of 
these  great  foreign  capitalists,  who  undertook  to 
build  the  Canal,  came  near  to  pay  the  least  atten 
tioD  to  the  progress  of  the  work.  We  presume 
they  all  had  more  important  projects  to  look  after 
and  this  was  too  small  a  matter  to  require  atten- 
tion, and  that  if  they  could  get  the  work  built  in 
a  cheap  manner,  or  in  any  manner,  and  get  all  the 
most  valuable  lands  of  this  State,  they  would  be 
satisfied  with  this  abuse  of  the  best  contract  ever 
given  in  this  or  any  other  State. 

Journal  of    RHllroad  liatv< 

THE    ORGANIZATIO.S    O,     RAILROAD    COMPANIES. 

The  late  decision  of  Judge  Willard  of  Albany, 
sitting  as  Referee,  in  respect  to  trustee  suits 
brought  against  subscribers,  by  the  Albany  and 
Susquehanna  Railroad  Company,  to  recover  instal- 
ments due  upon  their  stock,  i.s  a  highly  valuable 
document,  although  it  may  not  be  a  final  adjudi- 
cation of  the  question  in  controversy.  The  fol- 
lowing is  an  abstract  of  Judge  Willard's  report. 

The  defendants  refuse  to  pay  theii  instalments, 
for  various  reasons.  '     ' 

(1)  The  defence  calls  in  question  the  organiza- 
tion of  the  plainlifif's  as  a  corporation,  under  the 
Railroad  act  of  1860. 

If  this  objection  on  the  part  of  the  defendants 
be  sustained,  it  must  put  an  end  to  the  present 
actions. 

The  third  section  of  the  act  (L,  of  1850,  p. 
212)  provides  that  a  copy  of  any  articles  of  asso- 
ciation filed  and  recorded  in  pursuance  of  the  act 
or  of  the  record  thereof",  with  a  copy  of  the  affi- 
davit of  three  Directors  as  required,  by  the  second 
section  endorsed  thereon,  or  annexed  thereto,  and 
certified  to  be  a  cojiy  by  the  Secretary  of  this 
State,  or  his  deputy,  shall  be  presumptive  evidence 
of  the  incorporation  of  such  company,  and  of  the 
facts  therein  stated. 

.  The  production  by  the  plaintiffs  counsel  of  the 
record  of  the  articles  of  association,  and  of  the  af- 
fidavit of  the  three  directors,  atlbrded  presump- 
tive proof  of  the  regular  organization  of  the  plain- 
tiffs as  a  corporation,  and  entited  them  to  judg- 
ment on  the  first  issue.  The  burthen  was  then 
cast  upon  the  defendants  to  disprove  the  case  thua 
established  by  the  plaintiffs.  Prior  to  the  Revised 
Statutes,  it  had  been  held  by  the  Supreme  Court, 
in  several  cases,  that  where  a  Corporation  sues 
either  on  a  contract,  or  to  recover  real  property, 
t  bey  must  on  the  trial,  under  the  general  issue, 
show  that  they  are  a  Corporation.    (Jackson  vs. 


Plumber,  8  John,  R.  878  ;  Bill  vs.  Fourth  Great 
Western  Turnpike,  114  John  R.  416.)  The  con- 
venience resulting  from  this  rule,  led  to  the  adop- 
tion of  the  third  section  of  the  act  of  the  proceed- 
ings concerning  Corporations,  (2  R.  S ,  458,) 
whereby  it  is  enacted  that  in  suits  brought  by  a 
corporation,  created  by  or  under  any  statute  of 
this  state,  it  shall  not  be  necessary  to  prove  on  the 
trial  of  the  cause,  the  existenee  of  such  Corpora- 
tion, unless  the  defendant  shall  have  plead  in  ab- 
aUment,  or  in  bar  that  the  plantiffs  are  not  a  corpor- 
ation. And  the  general  railroad  act  of  1860,  (p. 
212,  ^3)  by  making  the  record  of  the  articles  of 
association,  and  of  the  affidavit  of  three  Directors 
annexed  thereto,  showing  a  compliance  with  the 
statute,  evidence  of  the  incorporation,  has  obvia- 
ted to  a  still  greater  extent,  the  inconvenience  of 
the  common  law  rule. 

The  objections  to  the  organization  of  the  plain- 
tiffs, as  presented  in  the  course  of  the  defendants 
argument,  were,  1st,  that  the  requisite  sum  was 
not  subscribed  for  each  mile  of  said  road ;  2d, 
that  ten  per  cent  thereof  was  not  paid  in  cash  to 
the  Directors  prior  to  the  organization ;  3d,  that 
Van  Husen,  Yardley  and  Taylor  were  not  legal 
subscribers  ;  4th,  that  payment  was  received  by 
the  Directors  in  checks,  drafts,  notes,  &c.,  in  vio- 
lation of  law. 

On  the  part  of  the  plaintiffs  it  was  insisted  that 
the  defendants,  having  entered  into  contracts  with 
the  company,  are  estopped  to  question  the  regu- 
larity of  the  organization,  or  to  imjjeach  the  veri- 
ty of  the  articles  of  association,  and  the  affidavit 
thereto  annexed.  And  2d,  that  in  point  of  fact, 
the  Directors  did  comply  with  every  requirement 
of  the  Statute,  both  with  regard  to  the  amount 
subscribed  and  the  manner  of  payment. 

On  the  face  of  the  articles  of  association,  it  ap- 
pears that  there  were  1402  shares  subscribed, 
which  exceeded  by  2  shares  the  number  required 
for  org.inization.  Unless  it  can  be  shown  that  an 
amount  exceeding  2  shares  is  improperly  placed 
on  the  articles,  they  must  be  treated  as  evidence 
of  a  valid  organizr.lion. 

The  judge  then  proceeded  to  examine  tho  posi- 
tion of  Messrs.  Van  Husan,  Yardley  and  Taylor, 
who  had  subscribed  to  the  stock  in  question,  not 
in  person,  but  by  an  attorney  whom  tliey  duly 
empowered  to  make  the  subscription  in  question. 
They  undertook  to  repudiate  the  act  of  their  at- 
torney, by  showing  that  they  signed  their  powers 
upon  conditions  which  had  not  been  fulfilled. — 
But  this  objection  was  held  to  be  inadmissible. 
Good  faith  demanded  that  they  should  acquiesce 
in  what  they  had  unqualifiedly  (so  far  »s  their 
powers  of  attorney  were  concerned)  authorized  to 
be  done  in  their  behalf.   •=.-•    T  .  • ;  ■'■  ■,-•"'"  ' '■     .- 

In  regard  to  the  fitet  payment  upon  the  stock 
of  a  railroad  company,  it  is  required  by  law  that 
the  ten  per  cent,  on  the  capital  should  be  paid, 
not  necessarily  at  the  time  of  subscription,  but 
before  the  articles  of  association  are  filed  with  the 
Secretary  of  State  ;  and  the  Directors,  in  receiving 
payment,  can  substitute  nothing  for  cash,  and 
may,  if  they  choose,  demand  specie.  The  Direc- 
tors may,  howevevcr,  on  their  own  responsibility, 
receive  the  bank  checks  of  responsible  subscribers. 
If  the  check  is  dishonored,  tho  effect  is  the  same 
as  if  the  subscription  had  not  been  made.  If  the 
check  is  paid,  the  effect  is  the  same  as  if  the  mo- 
ney instead  of  the  check  had  been  paid. 

In  the  cases  under  examination  the  checks 
were  duly  paid,  and  the  money  of  the  subscribers 
obtained  as  soon  as  it  was  wanted,  to  suit  at  the 
time  of  the  organization  of  the  Company.    '  ;y>i- 

But  it  was  objected  by  defendants  that  for  a 
portion  of  the  subscriptions  to  the  stock  of  the 
Company,  the  Directors  receired  a  draft  on  Bos- 


ton, which  was  finally  paid,  and  also  a  couple  of 
notes,  which  were  abundantly  good.  These,  how- 
ever, were  not  received  by  the  'lyeasurer  of  the 
railroad  company.  One  of  the  Directors  carried 
them  to  the  Commercial  Bank,  and  requested  the 
Cashier  to  receive  on  deposit  for  the  Association 
$14,110,  and  at  the  same  time  banded  to  him 
divers  certificates  of  deposit e,  checks  and  bank 
bills,  which,  with  the  before-mentioned  notes  and 
drafts,  amounted  to  that  sum.  After  counting 
the  money  and  examining  the  securitiea,  the 
Cashier  received  them  as  cash,  and  entered  to  the 
credit  of  the  plaintiffs,  in  the  bank-book  kept  by 
Mr.  Pruyn,  as  such  Treasurer,  the  said  sum  of 
$14,110. 

The  Statute  requires  that  ten  per  cent,  shall 
be  paid  in,  in  good  faith  and  in  cash.  But  tho 
transaction  above  described  was  equivalent  to  a 
payment  to  the  Treasurer  of  $14,110  in  specie. — 
The  funds  were  received  by  the  Bank  as  cash. 
There  is  no  reason  to  believe  that  the  Company 
were  liable  to  the  Bank  on  any  of  the  securities. 
The  legal  cfiect  of  the  transaction  is,  as  if  the 
Cashier  had  handed  $14,110  to  the  Treasurer,  and 
the  Treasurer  had  immediately  restored  it  aa  a 
deposit.  This  is  an  ordinary  banking  transaction. 
The  requirement  of  tho  Statute,  in  regard  lo 
the  first  payment  of  instalments,  has  been  in  this 
case  complied  with  by  means  of  the  transaction 
above  described. 

(2)  But,  in  the  next  place,  under  this  head,  the 
Judge  was  of  opinion  that  the  defendant"*,  having 
contracted  with  the  plaintiffs,  as  a  corporation, 
are  estopped  to  call  in  question  the  regularity  of 
their  organization,  under  an  answer,  simply  deny- 
ing the  allegations  m  the  complaint.  The  contract 
of  subscription,  in  which  they  became  parties, 
clearly  recognizes  the  plaintifis  as  a  Corporation. 
At  most  the  mone  of  answering  adopted  in  this 
case,  could  only  require  the  plaintiffs  to  produce 
the  exemplification  of  the  articles  of  association, 
and  of  the  affidavit  annexed,  with  evidence  that 
the  same  were  duly  filed  and  recorded.  That  is 
made  presumptive  proof  of  all  the  facts  con- 
tained in  it,  and  thus  afibrds  the  requisite  proof 
of  every  fact  which  the  defendants  dispute.  The 
provisions  of  the  Revised  Statutes,  (2  R.  S.  468,  ^ 
3)  dispensing  with  the  necessity  of  proving  on  the 
part  of  the  plaintiff,  the  existence  of  a  Corporation, 
unless  the  defendant  shall  have  denied  its  exis- 
tence by  plea,  do  not  interfere  with  the  doctrine 
of  estopp>el  in  cases  of  this  kind.  The  Statute  has 
sufficient  scope,  if  it  enables  the  defendent  by  a 
formal  plea  denying  the  existence  of  the  corpora- 
tion, to  require  from  tho  plaintiff  the  production 
of  their  articles  of  association,  or  duly  authentica- 
ted copies.  The  cases  in  this  State,  tend  to  show 
that  the  party  who  contracts  with  a  Coiporation 
as  such,  recognizes  its  existence,  and  is  not  after- 
wards permitted  to  dispute  it.  See  Dutchess 
county  Manufacturing  Co.,  vs.  Davis,  14  J.  R.  345. 
The  Oswego  and  Syracuse  Plankroad-  Co.  against 
Rust,  6  Howard  Sp.  P.  R.,  S90,  McFarland  vs. 
The  Triton  Ins.  Co  ,  4  Den.,  392  Brower  vs.  Ap- 
pleby, 1  Sandf  Sup.  C.  R.  108  Thorp  vs.  Wood- 
hull,  1  Sandf  Co.  R.  418.  Palmer  vs.  Lawrence, 
3  Sandf.  Sup.  C.  R.  162,  170.  But  it  does  not 
seem  to  be  very  important  to  ex.imine  this  ques- 
tion more  at  large. 

In  general,  an  irregular  or  defective  organiza- 
tion of  a  Corporation  can  only  be  questioned  by 
the  government,  by  a  proceeding  in  the  nature  of 
a  quo  waruauto.  (See  McFarland  vs.  The  Triton 
Ins.  Co.,  4  Denio,  392.) 

II.  The  second  defence  disputes  the  plaintiffs' 
right  to  recover,  on  the  ground  that  the  plaintiffs' 
agents,  at  the  time  of  the  subscription,  agreed 
that  the  road  could,  and  would  be  built  for  four 
and  a  half  millions  of  dollars,  and  would  be  aban- 
doned, and  the  8ubscription.s  relinquished,  and 
the  money  refunded  if  it  could  not  be  built  for 
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that  sum,  whereas  it  was  let  for  above  six  millions. 
And,  again,  that  it  would  not  be  let  unless  a  mil- 
lion was  subscribed  along  the  line  of  the  road,  in  the 
country,  and  half  a  million  in  the  city  of  Albany, 
whereas  it  was  let  before  that  amount  was  sub- 
scribed, either  in  the  country  or  city. 

The  case  was  argued  as  if  the  representation^ 
operated  to  defraud  defendants. 

Fraud  may  consist  in  the  assertion  of  a  false- 
hood, or  the  suppression  of  the  truth.  In  this  case 
no  suppression  of  truth  is  alleged.  The  assertions 
of  Mr.  Ford  are  complained  of  as  untrue  with  res- 
pect to  the  matters  set  up  in  the  second  defence. 

In  view  of  the  rescinding  of  contracts,  misre- 
presentations must  bo  material,  and  must  have 
actually  misled  the  party  to  whom  they  were  ad- 
dressed. 

For  if  the  misrepresentation  was  of  a  trifling  or 
immaterial  thing,  or  if  the  other  party  did  not 
trust  to  it,  or  was  not  misled  by  it ;  or  if  it  was 
vague  and  inconclusive  in  its  own  nature  ;  or  if  it 
was  upon  a  matter  of  opinion  or  fact,  equally  open 
to  the  inquiries  of  both  parlies,  and  in  regard  to 
which  neither  could  be  presumed  to  trust  the  other,  in 
these,  and  the  like  cases,  there  is  no  ground  for 
the  interference  of  the  Court.  (Story's  Eq.  ()191: 
Atwood  vs,  Small,  6  Clark  and  Finell,  232,  233.) 

la  cases  of  this  kind,  whether^the  party  misrep- 
resenting a  material  fact  knew  it  to  be  false,  or 
made  the  assertion  without  knowing  whether  it 
were  true  or  false,  is  wholly  immaterial ;  for  the 
affirmation  of  what  one  does  not  know  or  believe 
to  be  true,  is  equally  in  morals  and  law  as  unjus- 
tifiable as  the  affirmation  of  what  is  known  to  be 
positively  false.  (Ainslee  vs.  Medlycott,  9  Ves. 
22.) 

It  is  on  the  principle  of  fraud  that  when  an  in- 
corporation is  effected  by  the  names  of  fictitious 
subscribers,  a  real  subscriber  can,  on  that  ground, 
resist  a  recovery  on  his  stock  subscription.  The 
essence,  says  the  Chancellor  of  stock  subscriptions, 
18  that  there  should  be  perfect  equality  among  the 
subscribers  a.s  to  the  nature  an<1  extent  of  their 
respective  liabilities  for  the  several  sums  subscrib- 
ed by  them  respectively.  (Stewart  vs.  Hamilton 
College,  2  Denio,  419.) 

The  assertions  of  Mr.  Ford,  by  whom  the  sub- 
scriptions were  obtained,  seem  to  have  been  mat- 
ters of  opinion  merely,  and  those  opinions  seem  to 
have  been  honestly  entertained. 

But  the  second  defence,  as  a  pleading,  is  not 
in  fact,  based  on  fraud,  but  on  breach  oi  contract. 
The  moUyvs  of  Mr.  Ford  are,  in  this  view,  imma- 
teriaL  .jv—  !*v-  >'i-  ■.•■!•;•. f,-4>r-../'-  ■■  ^iiui  •,!.■■  ■  v  ■  .•"■■;■' 

"Was  Mr.  Ford  authorized  to  make  such  con- 
tracts with  subscribers  as  the  answer  assumes, 
and  did  he  make  them  ^ 

No  such  authority  has  been  shown,  nor  does 
any  principle  of  law  clothe  an  agent  for  obtaining 
subscriptions  to  stock  with  the  incidental  power 
of  making  a  collateral  agreement,  the  breach  of 
which  win  defeat  the  subscription.  Unless  au- 
thority to  make  such  collateral  agreement  is 
shown,  it  will  be  unavailing  to  defeat  the  sub- 
scription. Moreover ;  the  Judge  was  of  opinion, 
from  the  evidence,  that  the  witnesses  were  mis- 
taken in  supposing  that  Mr.  Ford  had  made  any 
such  collateral  agreement  as  alleged.       '-.ttshin 

Bat  was  the  evidence  as  to  these  alleged  colla- 
teral agreements  having  been  objected  to,  admis- 
sible at  all,  with  a  view  to  defeat  the  subscriptions 
for  railroad  stock "?  .  .\V  .u  .  :<  S  i 

A  subscription  for  stock  is  a  written  contract, 
and  must  be  treated  as  such. 

The  common  law,  independently  of  the  Statute 
of  frauds,  excludes  parcel  evidence  to  vary  or  con- 
tradict a  written  instrument.  The  written  instru- 
ment must  be  understood  as  containing  the  true 
agreement  between  the  parties,  and  as  fumisMog 


better  evidence  than  any  wliicli  can  be  supplied 
by  parol.  The  reason  assigned  by  Lord  Coke 
against  admitting  parol  evidence  to  contradict  the 
terms  of  a  deed  is  very  general,  and  applies  to  the 
case  of  a  written  agreement,  though  writing  may 
not  have  been  absolutely  necessary.  "  It  T^ould 
bo  inconvenient,"  ht|says,  "that,  matters  in  writing, 
made  on  consideration,  and  which  finally  import 
the  certain  truth  of  the  agreement  of  the  parties 
should  be  controkd  by  an  amendment  to  be 
proved  by  the  uncertain  testimony  of  slippe- 
ry memory." — (1  Phil.  Ev.  561^  The  rule  oper- 
ates to  exclude  all  prior  and  contemporaneous  sti- 
pulations or  conversations.  These  are  all  merged 
in  the  written  contract  as  soon  as  it  is  executed. 
(See  Cow.  &,  H.  Notes,  1466 ;  Adams  vs.  Wilson, 
12  Mete.  138 ;  6  Metoalf,  353.)  Parol  evidence  is 
inadmissible  to  show  that  a  contract  absolute  in 
its  terms,  was  upon  any  condition  (Id.  Eggleston 
vs.  Knickerbocker,  6  Barb.  458 ;  Houston  vs. 
Shcndler  11,  Barb.  30  Dart.  On  Venders  450,451, 
note  2.)  In  cases  not  witliin  the  statute  of  frauds 
when  no  consideration  is  stated  ia  a  written  agree- 
ment, the  actual  consideration  may  be 
shown.  (Barnes  vs.  Perine.  15  Barb.  250.)  This 
is  not  an  exception  to  the  general  rule,  but  in  con- 
formity to  it.  These  principles  have  been  applied 
in  repeated  instances  to  stock  subscriptions  and 
other  agreements  made  with  Rai5road  companies. 
(The  Fairfield  Co.  Turnpike  Co.,  vs.  Thorp,  13, 
Conn.  173.  The  Northern  Railroad  vs.  Miller  10, 
Barb.  260.  The  Western  Railroad  vs.  Babcock  6, 
Metcalf  346,  363.  Kennebec  and  Portland  Rail 
Road  Co.,  vs.  Waters.    36  Maine  Railroad  269.) 

According  to  these  principles,  the  facts  proved 
under  the  second  defence  set  up  in  the  answer  be- 
ing parol  evidence  to  vary  awritten  contract  were 
inadmissible,  and  should  have  been  rejected. 

III.  The  third  defence  set  up  in  the  answer  is 
the  alleged  false  and  fradulent  assertion  of  Mr. 
Ford  that  Mr.  Corning  had  subscribed  twenty 
five  thousand  dollars,  Wm.  V.  Many  twenty 
thousand  dollars,  and  John  N.  Wilder  ten  thous- 
and dollars,  whereas  they  had  not  so  subscribed 
those  amounts,  or  any  amount  whatever,  at  the 
time  such  assertion  was  made  ;  whereby  the  defen- 
dants, confiding  in  these  statements,  were  deceiv- 
ed, &C. 

This  branch  of  the  defence  does  not  seek  to 
vary  the  written  contracts,  it  seeks  to  invalidate  it 
on  the  ground  of  its  having  been  fradnlently  ob- 
tained. 

If  in  February  1852,  Mr.  Ford,  under  authority 
from  the  plaintiffs,  made  the  statements  attributed 
to  him  in  the  third  defence,  and  the  defendants 
became  subscribers,  upon  the  faith  of  those  state- 
ments, the  defence  is  made  out.  The  Company, 
however,  is  not  chargeable  with  the  representa- 
tions of  Mr.  Ford,  unless  he  had  authority  to  make 
them. 

The  first  question  is,  whether  a  special  agent 
appointed  for  the  particular  purpose  of  obtaining 
stock  subscriptions  has  authority  to  bind  his  prin- 
cipals by  a  false  Msertion ;  and  the  second  ques- 
tion is  one  of  fact,  whether  the  representations 
were  made  or  not. 

(1)     It  is  not  pretended   that   the  Corporation 
gave  to  Mr.  Ford  any  express  authority  to  make 
the  statements  in  question.     We  are  then   led  to 
inquire  whether  the  law  will  imply  an  authority 
in  a  special  agent  as  broad  and  comprehensive  as 
that  which  is  supposed  to  have  been  exercised.  I 
In  analogy  to  other  cases  of  special   agencies,   it 
would  seem  that  the  employer  is  not  liable,  unless  I 
his  authority  be  expressly  pursued.     It  is  the  bu- 1 
siness  of  the  party  dealing  with  him  to  examine  I 
his  authority.     The    representation  of  collateral ; 
facts  was  no  part  of  the  general  duty  of  an  agent ! 
intrusted  with  the  business  of  obtaining  stock  I 
subscriptions.     (See  the  general  sulijeet  consider-  ] 
ed,  Paley  on  Agency,  by  Dunlop,  202  et  sev.  and  j 
notes;  and  see  Jeffrey  vs.  Bigeluw,   13  Wend,  rt 
seq.)     The  Company  therefore  were  not  bound  by 
any  representations  made  by  Mr.  Ford  of  the  na- 1 
ture  of  those  stated  in  the  defence.  j 

But  the  law  under  which  the  plaintiff  were 


incorporated  was  a  public  law,  and  the  ai  title*  of 
association,  when  filed  and  recorded,  are  a  public 
record.  The  defendants  were,  therefore,  charge- 
able with  notice  of  the  nature  and  extent  of 
Mr.  Ford's  agency.  See  Dutchees  Cotton  Man. 
Co.  vs.  Davis,  14  J.  A.  215.  Opinion  of  Judge 
Thompson. 

The  Judge  here  went  into  an  elaborate  exami- 
nation of  the  testimony  in  the  ca.se,  and  came  to 
the  conclusion  that  the  hypothesis  of  the  thirtl 
defence  was  founded  entirely  upon  mistake,  and 
that  the  large  subscriptions  of  Messrs.  CorniDg 
and  Wilder  were  not,  in  fact,  spoken  of  until  ofur 
they  had  been  made. 

In  examining  this  part  of  the  case,  the  Jod^ 
forcibly  argued  as  follows  : 

"  It  is  impossible  that  Mr.  Ford  Phou'o  have 
foreseen  in  February,  that  Mr.  Corning  and  Mr., 
Wilder  would,  in  June  following,  become  sub- 
scribers for  the  precise  amount  of  stock  which 
they  then  took.  If  witbotit  such  foreknowledse 
he  made  the  assertion  in  February  imputed  to 
him,  the  coincidence  between  the  as.scrtioD  and 
the  subsequent  subscriptions  of  tuose  gentlemen 
cannot  be  referred  to  any  doctrine  of  chances  with 
which  we  are  acquainted.  The  possibility  that 
he  should  have  guessed  right  with  respect  to  Mr.  ' 
Coming's  future  subscription,  was  a  thousand  to  - 
ene  against  him  ;  and  that  he  should  have  guessed 
right,  not  only  with  regard  to  Mr.  Coming's,  but 
with  respect  to  the  subscription  of  Mr.  Wilder 
also,  an  entire  stranger  to  him,  was  a  possibiliiy 
inconceivably  more  remote.  It  ia  no  answer,  that 
he  made  the  assertion  at  random,  and  that  the 
subsequent  happening  of  the  events  was  the  result 
of  good  luck.  This  supjwsiiion  does  n<;t  solve 
the  difficulty,  but  merely  shifts  it  from  one  hypo- 
thesis to  the  other." 

If  defendant's  witnesses  have  confounded  what 
was  said  in  the  September  following,  all  the  diffi- 
culties in  the  testimony  are  reconciled. 

In  examining  the  general  statements  of  Mr. 
Ford,  not  within  the  pleadings,  and  made,  as  it 
was  alleged,  to  delude  the  public,  the  Judge  ob- 
served, that  it  is  too  early  to  say  whether  the  con- 
templated advantages  of  the  road  will  be  realized 
and  if  not  so,  the  best  laid  schemes  often  fail. 

This  case  is  not  like  the  bubbles  which  were 
formed  in  the  reign  of  George  the  2d,  when  sub- 
scribers were  allowed  to  recover  back  their  pay- 
ments of  stock,  and  of  course  would  have  been "" 
enabled  to  resist  a  recovery  at  law,  had  they  been 
sued  on   their  subscriptions.     Thus,  la  Colt  vs. 
Woolaston,  (2  P.  Wm.s.  134,)  the  defendant  pro- 
cured a  patent  for  extracting  oil  out  of  English  . 
radishes,  and  assigned  it  in  trust  for  the  coutnbu>  ' 
tors  to  the  project,  which  he  divided  into  shares, 
valuing  every  share  at  twenty  pounds,  iu  order  to  ' 
raise  a  hundred  thousand  pounds.     The  project 
was  to  be  called  the  "  Land  Security  and  Oil  Pa- 
tent," and  was  represented  by  the  defendant  to    ■ 
bo  a  most  advantageous  project,  without  any  ha-  '. 
zard,  there  being  laud  security  given  for  the  benefit 
of  the  contributors.     The  project  failed,  and  ths , 
contributors  filed  their  bill  iu  Chancery  to  recover 
back    their   money   and   obtained   that   relief.— 
Though  the  parties,  it  seems,  had  a  remedy  at 
law,  they  also  had  a  right  to  go  into  a  court  of 
equity  on  the  ground  of  this  fraud. 

It  was  this,  or  some  kindred  scheme,  which 
Swift,  in  his  voyage  to  Laputa,  satirizes  under  tL«  ' 
name  of  the  Philosopher  of  Lagado,  who  was  en- 
gaged in  a  project  of  extracting  men's  brains  from  ' 
cucumbers,  which  were  to  be  put  in  vials  herme-  ' 
tically  sealed,  and  let  out  to  warm  the  air  in  rair. 
and  inclement  weather.     (9  vol.  Swift's  w  orks,  p.  ' 
200.)      But   neither   the  stem   morality   of   th« '  ' 
courts,  or  the  caustic  ridicule  of  Swift,  has  been  ' 
sufficient  wholly  to  repress  the  rash  spirit  of  spec-  , 
ulatton,  for  we  find,  a  century  later,  another  case  ' 
equally  fraudulent  in  its  character,  to  which  tJ^    ' 
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like  renaedy  "vas  applied.    (See  Green  vs.  Barrett, 
1  Sim.  45.) 

The  Judge,  in  conclasion,  decided,  that  all  the 
defendants  were  liable  to  pay  up  their  subscrip- 
tions. 

Twiu  Creek  Railroad. 

This  road,  21  miles  in  length,  was  organized  un- 
der a  cliarter  granted  in  1851,  to  construct  a  road 
from  Carlisle,  on  the  Cincinnati,  Hamilton  and 
Dayton  road,  via  Qennantown,  to  the  Junciion  of 
the  Greenville  and  Miami,  and  the  Dayton  and 
Western  roads.  The  first  Board  of  Directors  was 
elected  in  April,  1833.  Subsequently  the  line  was 
located,   malting   the   distance   21    miles   and  30 

feet. 

The  following  are  the  oflBcers  for  1854 : — Presi- 
dent, %Wm.  Qunckel ;  Secretar),  Henry  S.  Gunck- 
el;  Treasurer,  John  Stump;  Chief  Engineer,  Q.  Y. 
Wellington.  Board  of  Directors ; — Geo.  Carlisle, 
Cincianati ;  Herman  Gebhart,  Dayton ;  Wm.  Gunck- 
el,  L.  F.  Scheack,  Geo.  SchaBtier,  Henry  S. 
a'anckel,  Germantown,   and  Geo    Reid,  Pyrmont. 

On  the  19th  of  July,  l85«,  the  Board  contrac- 
ted with  Messrs.  A.  DeOratf  and  J.  0.  Shoup  of 
this  city,  to  furnish  the  iron  and  build  the  road 
complete,  fencing  it  in,  for  $126,000,  jjayable  as 
follows : 

In  Cash,....  .v.. «71,000 

In  Real  Estate 39,050 

In  Stock  at  par 100,000 

In  7  per  cent.  conv.  bonds, 215,950 

Iq  January  last,  a  supplementary  contract  was 
made,  by  which  the  Board  added  ft35,000  in  bonds 
to  the  amount  originally  agreed  upon  and  the  con- 
tractors bound  themselves  to  complete  the  road 
from  Carlisle  to  Germantown,  four  miles,  by  the 
first  of  August  next,  and  to  the  Junction  by  the 
first  of  Jauuary  following. 

The  means  of  the  company  are  as  follows : 

Stock  subscribed, S119,750 

Stock  to  contractors, 100,000 

Bonds  to  contractors, 230,950 

$470,700 
The  depot  buildings,  water  stations  and  right  of 
way,  are  to  be  provideJ  for;  but  the  cost  in  addi- 
tion'to  the  ground  already  secured,  will  be  small. 
The  running  machinery  aud  cars  are  to  be  furnish- 
ed by  the  Greenville  and  Miami  company  on  rea- 
sonable terms. — Railroad  Record. 

Kentucky-  Union  Railway  Companjr. 

The  Commissioners  appointed  under  the  charter 
of  the  company — which  authorises  the  construc- 
tion of  a  railway  from  a  point  at  or  near  Newport 
or  Covington,  on  the  Ohio  river,  by  the  nearest 
practicable  route,  to  a  point  at  or  near  the  Cum- 
berlaud  Gap  -met  in  Lexington  on  Thursday,  May 
4th.  There  were  present  from  MaSison  county, 
Daniel  Breck,  Addison  White,  Thomas  Turner,  Jr., 
and  Henry  T.  Allison  ;  from  Bourbon  county,  John 
Cunningham  ,  from  Lancaster  county,  Levi  Jack- 
son and  W.  U.  Randall ;  from  Knox  connty,  Geo. 
M.  Adams  ;  from  Kenton  county,  John  W.  Steven- 
son; from  Campbell  county,  Thomas  L.  Jones; 
from  Owsley  county.  Luther  Brawner,  M.  C. 
Hughes,  and  Junius  Hacker ;  from  Clay  county, 
Dougherty  White  ;  and  from  Cincinnati,  Ohio,  Jas. 
Hall,  Larz  Anderson,  Wm.  Y.  Gholson,  and  Kufus 

King. 

The  H©n.  Daniel  Breck,  of  Madison  county,  was 
appointed  Chairman,  and  Rufus  King,  of  Cincin- 
nati, Ohio,  and  W.  R.  Randall,  of  Laarel  county, 
Ky.,  were  appointed  Secretaries. 

No  commissioners  for  Fayette  being  named  in 
the  act,  the  following  gentlemen  of  Ibat  county 
were  invited  to  Uke  part  in  the  proceedings  of  the 
meeting:  M.  C.  Johnson,  F.  K.  Hunt,  J.  B.  Tilford, 
R.  A.  Buckner,  R.  Pindell,  B.  B.  Taylor,  E.  C. 
WicklifiFe,  Dr.  J.  C.  Darby,  Dr.  W.  S.  Chipley,  John 
Norton,  and  John  McMurtry. 

Commissioners  were  appointed  to  open  books  for 
the  subscription  of  stock  in  the  several  counties 
represented  and  in  Cincinnati,  «n  the  third  Monday 
of  M»7  i  and  as  soob  as  fire  thousand  shares  ar« 


subscribeo,  and  the  President  notified  thereof,  he 
shall  call  a  meeting  of  the  commissioners  at  Rich- 
mond, Madison  county. 

During  the  progress  of  the  meeting,  J.  C.  Hull, 
of  Louisville,  and  W.  R.  Benton,  of  Estill,  were  in- 
vited to  participate  in  the  deliberations. — Frank- 
fort Communwealth. 

Cleveland  and  PIttaburgU  Railroad. 

It  was  expected  by  those  familiar  with  the  grow- 
ing bu.sines3  of  the  Cleveland  and  Pittsbugh  rail- 
road, that  the  receipts  for  May,  1854,  would  show 
something  of  an  increase  over  those  of  May,  1853 
bnt  we  presume  none  save  the  actual  managers  of 
this  admirably  conducted  road,  expected  tlic  in- 
crease to  be  as  great  as  the  figures  demonstrate. 
The  following  is  official : 
The  Earnings  of  the  C.  &  P.  R.  R.  for 

May  1854,  were $51,283  10 

May,  1853 86,364  44 


Increase S15,918  60 

We  have  been  permitted  to  make  further  exam 
ination,  by  which  a  most  gratifying  result  is  shown 
inasmuch  as  the  greatest  increase,  by  far,  is  in  the 
item  of  freight,  as  will  be  seen  by  the  figures   be 
low,  which  we  get  from  the  books  : 
Earnings  for  May,  1854,  for  pas8engers$22,127  98 
Earnings  for  May,  1853,  for  passengers   18,731  82 


Increase  on  passengers 38,396  16 

Earnings  for  May,  1864,  for  freight  &c.S29,166  12 
Earnings  for  May,  1853,  for  freight,  &c.    16,632  62 


Increase  on  freight $12,522  60 

These  figures  show  that  the  increase  of  earn- 
ings for  May  of  this  year  over   May  of  last  year, 
is  a  fraction  above  45  per  cent.     It  will  be  remem 
bered  too,  tbat  during  May,  of  '63  the  Cincinnati 
and  Pittsburg  passengers  passed   through  Cleve 
land,  but  since  that  time,  the  opening  of  the  Penn- 
sylvania and   Ohio  road  to  Crestline  has  diverted 
tbat  travel.     Notwithstanding   all   this,  the   busi 
ness  of  the  road  has  increased   in   every   depart- 
ment.    It  is  well  known  that   passenger   business 
is  fickle,  easily  diverted,  and  constantly  changing 
Freight,  however,  when  it  finds  its   current,   runs 
steadily,  and  its  increasing  fiow  demonstrates  un- 
mistakably the  growing  resources  of  the  country, 
through  which  the  road  runs. 

Tlie  Clinton  Line  Uallroad« 

Many  years  ago  Govenor  Clinton,  of  New  York, 
proposed  the  construction  of  a  Canal  from  New 
York  westward  on  or  near  the  dividing  ridge  be- 
tween the  waters  of  the  great  rivers  and  Lake 
Erie.  Subse<iuently  his  son  surveyed  the  line, 
and  hence  the  name  of  the  road  in  Ohio,  known 
as  the  "Clinton  Line"  and  ''Clinton  Extensions," 
The  name  is  intended  as  a  compliment  to  the  pio- 
neer in  great  internal  improvements,  and  it  has 
been  proposed  tbat  this  name  should  be  extended 
to  the  whole  of  the  great  line  extending  directly 
west  from  New  York  city,  now  in  rapid  progress  of 
construction  towards  this  place,  and  thence  unit- 
ing with  the  Fort  Wayne  and  Platte  Valley  Air 
Line.  We  have  before  us  a  map  of  this  line  which 
shows  its  connections  with  Boston,  New  York  and 
Philadelphia ;  it  is  published  by  the  Clinton  Line 
Railroad,  A.  N.  Day,  President,  and  W.  B.  Brins- 
made.  Chief  Engineer.  The  links  of  this  chain 
leading  from  New  York,  are  as  follows : 

1st.  The  New  Jersey  Central,  finished  to  Eas- 
ton. 

2d.     The  Cattawissa  Railroad. 

3d.     The  Sunbury  and  Erie  Railroad. 

4th.     The  Venango  Railroad. 

6th.  The  Clinton  Lino  and  Clinton  Line  Exten- 
sion. 

6th.    The  Tiffin  and  Fort  Wayne  Railroad. 

7th.  The  Fort  Wayne,  Lacou  and  Platte  Val- 
ley Railroad. 

These  seven  links  show  a  straight  and  natural 
line  of  road  from  New  York  to  Council  Bluffs, 
which  must  be  more  than  100  miles  shorter  than 
any  road  now  in  progress  or  already  constructed. 
All  the  eastern  sections  of  this  line  are  in  prog;re88| 


but  the  two  western  links  are  but  recently  organ- 
iszed  and  just  commencing. 
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Prospects  of  tlie  Great  Trunk  Railroad. 

To  Ike  Stockholders  of  the    Grand   Trunk   Rail- 
way Company  of  Canada. 

The  London  Board  of  Directors  have  the  plea- 
sure of  acquainting  the  Shareholders  that  the  to- 
tal amount  already  received  on  account  of  the 
Share  and  Debenture  Capital  of  the  Company  (A 
series)  is  £1,626,260,  of  which  £486,801  is  in  ad- 
vance on  account  of  future  calls.  The  arrears 
amount  to  £36,280. 

The  line  from  Montreal  to  Portland,  which  was 
partially  opened  last  year  in  a  very  imperfect  state 
and  with  great  deficiency  of  engine  power  and 
plant,  will  be  finished  in  J  uly  next,  when  there  will 
be  ample  locomotive  and  carriage  stock  for  the 
accomodation  of  the  daily  increasing  traffic  that 
presents  itself.  The  Junction  from  Richmond  to 
Quebec,  100  miles  in  length,  will  be  opened  in 
August.  By  means  of  this  line,  the  communica- 
tion betwevn  Montreal,  Quebec,  and  Portland,  the 
three  most  important  cities  in  the  district, 
comprising  892  miles  of  railway,  will  be  com- 
pleted. 

In  accordance  with  the  terms  of  the  Prospectos 
and  of  the  Deed  of  amalgamation,  the  holders  of 
the  A  series  of  shares  have  the  option,  on  the  first 
of  July  next,  of  taking  two-thirds,  in  shares  and 
bonds,  of  the  revei-sed  vr  B  series.  Failing  the 
exercise  of  such  option,  these  shares  and  bonds  de- 
volve to  Messrs.  Peu>,Brassey,Betts,  and  Jackson 
in  payment  of  the  works  as  they  progress.  If 
any  shareholder  desire  to  take  the  second  sub- 
scription, they  must  intimate  their  intention  to 
that  effect  on  or  before  the  first  of  July 
next. 

In  the  event  of  this  option  not  being  generally 
accepted  by  the  shareholders,  the  Directors  have 
deemed  it  desirable  to  enter  into  the  following  ar- 
rangements with  the  Contractors. 

That  the  works  shall  be  actively  proceeded  with 
from  St.  Thomas,  40  miles  below  Quebec,  (to  join 
the  Quebec  and  Richmond  line.)  and  between 
Montreal,  Kingston,  Toronto,  Guelph,  and  Strat- 
fort,  so  that  the  line  shall  be  opened  from  Mon- 
treal to  Prescott,  and  between  Toronto  and  Strat- 
ford, a  distance  of  210  miles,  in  the  autumn  of  the 
next  year  ;  and  the  other  sections,  giving  a  total 
length  of  867  miles,  in  October  1866. 

Messrs.  Pcto,  Brassey,  Betts,  and  Jackson,  in 
consideration  of  additional  time  being  allowed  for 
the  other  works  comprised  in  their  contracts,  un- 
dertake that  the  shares  and  Company's  bonds  of 
the  B  series  shall  not  be  issued  by  them — the  for- 
mer before  the  1st  of  January,  1857,  the  latter 
before  the  Ist  of  January,  1866.  The  sharehold- 
ers will  thus  perceive  that  no  further  issue  of  the 
Company's  bonds  will  take  place  for  eighteen 
months,  or  of  additional  shares  for  two  years  and 
a  half;  by  which  time  the  traffic  on  those  portions 
of  the  Radlway  to  be  opened  in  1864  and  1855  will 
be  fairly  developed. 

The  Province  debentures  of  the  B  series  will 
be  made  available  under  the  authority  of  the  Lon- 
don agents  o.  the  Government  of  Canada,  for  the 
purposes  of  the  works.  The  works  to  be  postpon- 
ed under  this  arrangement  comprehend  245  miles, 
aad  an  outlay  of  about  £2,000,000. 

The  Directors  are  happy  to  announce  that  they 
have  affected  a  satisfactory  arrangement  with  the 
Representatives  in  England,  of  the  Great  Western 
Railway  Company  of  Canada,  by  which  both  com- 
panies agree  to  suspend  those  portions  of  their  re- 
spective lines  that  excited  mutual  jealousy. 

It  has  been  resolved  by  the  board,  that  th^ 
next  call  on  the  A  series  of  shares  and  debentures 
shall  be  payable  on  Wednesday,  the  7th  June,  1864, 
and  they  propose  that  the  three|subsequent  Calls 
shall  be  made  respectively  in  October,  and  in  Fe- 
bruary and  in  June,  1866. 

Two  pounds  ten  shillings  will  be  the  amount  of 
each  call  on  the  shares,  and  £10  on  each  class  of 
debentures  of  £100, 

A  full  report  on  the  position  and  prospects  9t  the 
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line  is  expected  from  the  Canadian  Board  of  Di- 
rectors at  an  early  date,  and  immediately  on  its 
receipt  copies  will  be  duly  forwarded  to  the  share- 
holders. 

By  ordsr  of  the  Board. 

William  Chapman,  Secretary. 
2  Leadenhall  street  '  ^  :^„ 

London,  May  6, 1864. 

Baltimore  and  Ohio  Roailrad. 

The  Baltimore  and  Ohio  Railroad  is  looking 
better.    The  receipla  for  May  were  as  follows : 

Main  stem.    Wash.  Br.        Totals. 
For  passengers  849,802.37  $29,397.40  S79,199.77 
For  freight,.... 318,172.49       9,703.34  326,875.84 

S366,974.86  $39,100.74  $406,075.60 

The  following  statement  of  the  receipts  on  the 

main  stem,  for  the  fire  months  ending  with  May 

past,  compared  with  the  corresponding  5  months 

of  the  previous  year : 

Main  stem,  1854- 

January  $254,277  10 

February ^  279,866  87 

March 856,880  46 

April 351,379  81 

May 366.974  86 


Main  stem,  1853. 

$101,819  49 

99,017  27 

516,267  87 

200,219  69 

204,960  01 


$1,609,869  09  $822,273  73 

The  increase  since  January  has  been  nearly  100 
per  cent.,  a  gain,  we  beli^fe,  which  has  no  paral- 
lel in  this  country  with  a  road  of  first  class  mag- 
nitude. 


Mad  River  and  X<ake  Eri«  Railroad. 

The  following  is  a  comparative  statement  of  the 
receipts  and  expenses  of  the  Mad  River,  and 
Lake  Erie  Railroad  for  the  ensuing  years  ending 
May  31, 1853  '54 : 

1863.  1864 

Receipts $540,618  18  $684,388  08 

Expenses 274,883  48  365,010  48 


Net  earnings $266,729  70  $319,377  60 

.";  Increase  of  net  earnings 63,647  90 


Illinois   Central    Railroad. 

"  Messrs.  W.  P.  Burrall,  President,  D.  A.  Neal, 
Vice  President,  and  R.  B.  Mason,  Engineer  of  the 
Illinois  Central  Railroad,  from  Cairo,  whither  they 
went  by  the  line  of  the  road,  passing  over  the 
Chicago  Branch,  from  this  point,  i  he  work  of 
grading  to  Urbana,  126  miles,  is  completed,  and 
the  iron  is  going  down  rapidly.  From  Cairo  to 
Bloomington,  on  the  main  line,  the  grading  is  most- 
ly done.  There  has  been  a  slight  delay  at  Salt 
Creek,  where  there  is  a  heavy  embankment,  and 
on  the  low  lands  between  the  Cachee  River  and 
Cairo.  Otherwise  the  grading  is  out  of  the  way 
of  the  track-layers.  Iron,  during  the  present  high 
stage  of  water,  is  easily  transported  up  the  Big 
and  Litte  Muddy  Rivers,  and  to  Decatur  by  the 
Great  Western  Road,  so  that  the  track  is  being 
laid  both  ways.  The  work  at  Cairo  is  going  on 
well,  and  has  already  progressed  so  far  as  to  afibrd 
protection  against  any  flood. 


SHANAHAN  &   LOEBER, 
181  William-sl, 

(1st  floor-Up  stairs,) 
IfEl¥-YORK. 

BIANUFAOTUEBES  09 

THEODOLITES,  TRANSITS,  LEVELS. 
SarTcyors'  Compasses,  Drawing  InstrnmcDts, 

Chains,  Scales,  Levelling  Rods,  &c       lylO 

Sewall  &  ureliore 

OIVIL  SNaiNEBRS, 
ST.  PAUL,  MINBSOTA. 

JOMPS  S.  SlWALL.  OlAB.  fEID.  CBIIOM. 


N.  York  and  JS.  UaTen  K.  U. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Monday,  May  9, 1S54. 


TBAIH8  rROM  HIW  TOKX.        i         TRAnS 

7  A.  M.— AccotnmodatioD  to{&30  A.M.— i 

New  Haven. 

8  A.  M.— Express  Ibr  Boston,' 8.00  A.M.— i 

stopping  at  Stam^ 

ford    and    Bridge-id.lS  A.1L— . 

port. 
9.10  A. M.— Special     for    Portj8.15A.li.— 

Cheater. 
1L30  A.M.— Accommodatioo  ibr  9.35  A.M.— : 

New  Haveu. 
8-00  P.M.— Ezpreaa    for   New 

Haven,  stopping  at 

Stamford,  Norwalk  1-07  P.M.— 

and  Bridgeport. 
4.00  P.M.— Accommodation  Ibr 

New  Haven. 
6.00  P.M.— Express  for  Boston,  4.00  P.M.— 

stopping  at  N.  Ua-| 

Ten.  koo  P.M. 

6.35  P.M.— CooamutationforN. 

Haven.  !0.30  P.M.—: 

6  30  P.M.— Special     for    Port, 

Chester. 


TO  Kiw  roBK. 
Special,  from  Port 
Chester. 

Commutation  (Vom 
New  Uaveu. 
Accommodation  ftn 
New  Havea 
Accommodation  tm 
New  Haven. 
Express  fhxn  New 
Haven,  Stopping  al 
Bridgeport,      Nor- 
waU(  and  Stamford. 
Boston       Express, 
stopping  at  Bridge- 
port, Norwaik  uid 
Stamford. 
Special,  ft-om  Port 
Chester. 

Accommodation  fin 
New  Havea 
Boston       Express, 
stopping  at  Bridge- 
port, Norwallc  and 
1                    Stamford. 
GEORGE  W.  WHISTLEB,  Jr.,  Sup't 
New  Havat,  May,  1864. 
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PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz :  — 


Buffalo  Express,  at  6  a.  m.  for  Buffalo  direct,   without 
change  of  baggage  or  cars. 
Dunlurk  Express,  at  7.  a.  m.  for  Dunkirk. 

Mail,  at  81^  a.  m.  for  Dunkirk  and  Buflalo,  and  intermediate 
stations. 

Wat  Expbkss,  at  IZH  p.  m.  for  Dunkirk.      >-  v 
Rockland  Passengors,  at  3.  30  p.  m.,  (from  foot  of  Chamers 
Street)  via  PiemKMit,  for  Sufltrn  and  intermediate  stations. 

Wat  Passesgbr,  at  4  p.  m.,  for  Otisvillc,  and  intermediate 
stations. 

NiOHT  ExPBBSS,  at  6  p.  m.  for  Dunkirk  and  Buffiilo. 

Emigrant  at  6  p.  m. 

On  Sundays  only  one  Express  Train — at  6  p.m. 

These  Express  Trains  connect  at  Buffalo  with  fimt-class 
splendid  Steamers  na  Lake  Erie  for  all  ports  on  tlie  Lake  ;  and 
at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Chicago  etc. 

D.  C.  McCALLUM,  Qener«l  Sup't 


and 


Railroad  Companies 
^Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
oflBce  to  give  their  orders  to,  as  ihousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT, 
European,  American  Employment  Office, 
287  Broadway,  corner  Read^-st. 
8m*10     Under  the  Irving  House,  New  York. 

Steam  Engine  and  Blowings 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  me  feet  stroke, 
together  with   Blowing   Cylinders,  fi\e  fcet  diameter,  and 
six  feet  stroke,  in  perfect  working  order,  tor  sale.    Apply  to 
EDW.  BECH  &  KUNHARDT,  62  Beaver  St  , 
Or,  A.  TOWAR,  Agent  Pokeepsie  Iron  Works, 

23tf  Pokeepsie,  NY. 

Notice  to  Contractors. 

PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  either  in  whole 
or  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis- 
sissippi, about  97  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  next.  Proposals  for  the  entire  construc- 
tion and  equipment,  and  otherwise  as  favorable, 
will  have  preference.  Profiles  and  estimates  of 
the  first  60  miles  may  be  seen  on  application  at 
the  Engineer's  Office  in  Memphis.  Bidders  must 
furnish  satisfactory  evWence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

Chief  Enrineer. 
May  4tb,  1854. 


To  Chief  £ngrineer8. 

A  Gentleman  who  has  had  5ome  Eight  years  £xpcr:eoG«  lo 
conetruction  of  various  Eastern  aud  Wueteru  Railroads  des- 
ires a  situation  as  Kesideiit  EngitMH;r  upon  some  railway  in  tb* 
United  States.  Tlie  best  of  references  as  to  Capability  and  £^ 
dciency  can  be  furnished.  Address  B.  care  of  Jolui  Palmer  Km). 
East  Cambridge,  Mass.  17  U 


For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY,  etc.,  SL  Uw 
reuce  County,  N.  Y. — This  well  known  establiiihment,  hav- 
ing attached  to  it  a  large  and  complete  Casting  House  and  Ma- 
chine Shop,  witli  ample  accommodations  for  w  orkmeti,  and  eve- 
ry convenience  uecesiiar}-  to  the  tlie  prosecution  of  an  extensive 
business,  tugcttier  with  valuable  Iron  Mines  and  Mining  Rights, 
also  Timber  Landi*,  is  oflerc<l  for  sale  by  the  proprietor,  who  re- 
Ures  from  the  business.  The  cai>acity  of  Uie  Kowie  Furnace 
for  making  iron,  i«  believed  to  be  uiksurpassed  by  ai^-  charcoal 
Funiace  in  the  couiitr>',  having  re|»culedly  run  up  lo  fourteen 
tons  per  day,  with  65  to  60  per  cent  yield  ftxmi  ores — 8|>ecu]ar 
red  oxides— coal,  per  ton,  100  busbols.  The  Haine  has  been  iu 
uninterrupteil  operation  for  over  twenty  yearn,  aii<l  the  reputa- 
tion of  its  iron  is  established  throughout' the  West  The  locatioo 
of  these  works  is  in  tlje  xillage  and  town  of  Rossie,  county  of  St 
Lawrence,  N.  Y.,  six  miles  from  the  River  St  Lawrence,  and 
connected  therewith  by  a  plank  road.  Their  cost,  apart  trom 
premises  and  water  power,  has  invoh"cd  an  expenditure  of  0K«t 
$100,000,  and  their  present  effloionoy,  in  every  rcspact,  is  con- 
sidered kuiexceptionable.  For  furtlier  infonnatiori  apply  to  D. 
W.  Baldwin,  Agent,  at  the  works,  or  to  tlie  undersigned. 

O.  PARISH. 
Ogdansburgli,  N.  Y.,  April,  1853.  15,3m» 

SEYMOUR,  MORTON  &  CO.  GENERAL  R.R. 
AGENCY,  Office,  Metropolitan  Bauk  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  persons  desiring  to  invest, 
the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  dmw- 
ing  interest. 

MAYSVILLE  AND  LEXINGTON  MOlkTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO  AND  HOCKING  VALLEY  R.R. 
STOCK 

SCIOrO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTG.\GE  CONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  includhig  furnishing  corpa 
of  engineers  and  contractors  locomotive  engines 
and  cai-s,  railroad  bridges.  McCallum's  patent, 
railroad  iron,  chairs,  spikes,  switch  irons,  6mj.,  &c. 

MONTREAL  Sl  NEW  YOKK 

AND 
Plattsburgrh  and  31ontreal  : 
RAILROADS. 

%;^Open  through  from  Pittsburgh  to  MontreaL^i 

Passenger  Trains  leave  Montreal  for  Plattsburg  at  6  30  a.in 
and  5  p.m.,  arnve  at  8  a.in,  and  7.30  p.m. 

Leave  Plallsburg  for  Muntrt^l  7.30  a.m.  and  4  p.m.,  arrive  a 
10  a.m.  and  6.50  p.m. 

Trains  connet  at  Montreal  with  Steamers  for  Quebec,  and  tb« 
St  Lawrence  and  Atlantic  RailrtMd  for  Sherttrooke  and  int«r 
mediate  station. 

Trains  cotuiect  at  Moocrs  Junction  with  Northern  (Ogdena- 
burgti)  Railroad  for  Ogdeiii^burgh  and  Lake  Ontario  .Steaniera  for 
Lewiston^  Niagara  Falls  and  Upper  Canadia,  and  ail  ports  on  tta« 
Western  Lakes. 

Trams  connect  at  Pittsburgh  l.y  Steamer  to  Buriington  with 
Rntland  and  Riirlington  Railroad  and  connecting  linea  for  Troy, 
Albany,  New  York  and  Boston,  and  all  inteniiediat£  stations. 
Also  with  steamers  for  Whitehall  to  the  Saratoga  and  Washing- 
ton Railroad,  and  coiiuectiug  lines  of  road  to  Troy,  Albany  and 
New  Yojk. 

Passengers  will  Hud  this  route  uneaqoelled  for  comfor  and 
dispatch,  and  attt»ded  with  lessf  atigue  and  dcl>'  than  any  otiier. 
It  i»os8cs.ses  moreover  the  advantage  of  a  s-lmrl  Ferriage  ol  only 
lyteen  minute*  across  the  River  St  Lawrence  at  Caugbnawaga, 
which  has  never  been  known  to  Treesce,  and  can  be  contidrnaf 
relied  upon  at  all  seasons  of  the  year. 

■B^Frieglil  Tarins  run  diiiiy  each  way.  ,; 

For  particulars  see  Frieglit  and  Passenger  Tarift 

Baooaob  checked  through, 

H.  W.  NELSON,  SuperintflO'leal. 

Old  Railroad    Iron  For  Sale. 

ABOUl  250  TONS,  mostly  *vhole  bars,  flat  iron 
of  superior  quality.  Deliverable  at  Ports- 
mouth Va.  as  fast  as  it  can  be  hauled.  Imme- 
diate oflfers  are  invited,  addressed  to 

L.  0.  B.  BRANCH,  President  R.  &  G.  R.  B.  "' 

Releigh  N.  Carolina, 
None  bat  the  accepted  offer  will  W  ^iqpliMl  to. 


tmm*M''*';\i'*J*- 
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DIVIDEND  NOTICE— The  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  thac  date  at 
the  office  of  the  undersigned  on  pres.-ntation  of  the 
proper  coupons,  viz  : 

The  Bonds  of  the  City  of  Clevelaad,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Ilailroad 
Company  7  per  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Oliio,) 
issued  to  the  iJleveland,Painesvil]e  and  As»htabula 
Railroad  Compa'iy  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  Pittsburg,  (Penn.,)  is- 
sued to  the  Allegheny  Valloy  Railroad  Company 
(payable  on  the  lirst  Monday  of  May  next,)  G  per 
cent. 

The  Madison  and  Indian.ipolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds.  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  ii9,  1854. 

WINSLOVV,  LANIER  &  Co.,  No.  62  Wall-st. 

C.  Floyd-Jones., 

Division  Engineer  3d  and  12th  Divisions 

ILLIXOIS  CkXTKAL  llAlLBOAD. 

Vandaiia,  lU. 


lioconiotive  Engines  for  Sale. 

ri'^WO  first  class  engines,  adapted  to  a  5  foot, 
J.  gauge,  22  tons  weight,  16  -j-  20  inch  Cylinders, 
and  b)4  a"d  6  feet  drivers,  built  by  one  of  the  besn 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  office  of  American  Raihtiad  Journal, 
9  Spruce-st.,  up  stairs. 
Dec.  24- 


Passenger  Cars  for  Sale. 

Two  flrsk  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  21st,  1854. 

Lyon's  Tables  of  Cubic  Con- 
tents, Kte, 

Thwe  valuable  tables  are  of  great  assistance  in  obtaining  the 
cubic  contents  of  excavations  and  embankments.  Table  1. 
gttm  correct  mean  bc'.Khts  of  croes  sections  witji  citlier  two  or 
rce  cuttings  taken.  Table  2.  ttnds  the  cubic  contcnti<,  having 
the  mean  be  ghts  at  each  end  of  the  section  to' be  calculated 
givea  These  tables  possess  advantages  in  being  api>licuble  to 
every  variety  of  bases  and  side  slop^^.  Engineers  and  others 
may  obtain  them  by  application  at  the  American  Railroad  Jour- 
nal office,  9  Spruce  Street,  New  York,  by  mail  or  otherwise. — 
Price  $1,50.  21. tf 


Notice  to  Bridge  Builders. 

Proposals  w^ill  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Works, 
of  the  Huntingdon  and  Broad  Top  Railroad. — 
Plana  and  specifications  will  be  exibited  at  the  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN,  Chief  Eng. 
Huntingdon,  May  6,  1854. 

EXTENSION  OF  TIME. 

THE  period  for  receiving  proposals  for  the  Su- 
p)er?tructure  of  Bridges  and  Trestle  work  on 
the  Huntingdon  and  Broad  Top  Railroad,  hiis  been 
extended,  by  order  of  the  Board  of  Directors,  t) 
Saturday  svening,  June  24th. 

S.  W.  AUFFLIN  Chief  Eng. 
HimtiDgdon,  Pa.,  June  7, 1864.  . 


To  Locomotive  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  aOOfett 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1818  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
aiuply  large  to  receive  tlie  necessary  machinery 
fur  the  use  of  800  to  1000  workmen. 

The  terminus  an(f  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  ofiered  for  lease  offers  a 
m^st  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  liave  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  caa  oflfer  favorable 
terms  and  arrangements.  ; -;    ■ 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
..  No.  61  Camp  Street, 

*   •       '-^''•*'-  New  Orleans; 

and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
York. 

Locomotiye  Engines. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4(1.  8)4  ia  gaugs, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
ill  Massachusetts,  and  ready  for  immediate  delivery.  These  en- 
gine.s  are  admirably  adapted  for  &st  travel  with  light  passenger 
trains  ;  weight  13  tons,  with  4  ft.  drivers,  with  leading  and  trail 
wheels  ;  cylinders  Vi)i  in.  by  20,  with  a  separate  cut-off  valve. 
Can  be  examined  at  ttie  works  of  the  manutacturer.  Apply  to 
H.  V.  POOR,  Editor  Railroad  Journal,  8  Spruce  st,  N.Y.    19tf 

Boiler  and  Tank  Rivets, 
:Nnts  and  Washers ; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
.  ■  BRIDGES  dc  BROTHER, 

,       •        '    .'  64  Courtland  St.,  N.  Y. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Companj-,  24  crate  cars, 
adapted  to  Railroad  purposes,  which  will  be  soki  at  a  reas- 
onable price.    For  further  infoimation,  apply  to 

SAMUEL  J.  HAYE8, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 
Or  BRIDGES  &  BRO., 
19  tf  Qi  Courtliind  st,  New  York, 

To  Civil  Engineers  and  Sur- 
veyors. 

'TRANSITS,  Level  and  Surveyors  Compasses  Manufactured  on 
■'■   the  most  improved  prindpto  and  of  the  Beet  Quality 

by  THOMAS  HUNT, 
Ma  M  Vultoo  Street, 
IjrlO*  :-^       Nev  York 


N.  A.  Boynton^s 
VENTILATING  HEATER. 

PATENTED,  1863. 


I  ; jurnta^  BRICK. 

FOUR  SIZES  FOR  BRICK  WORK. 
:       FIVE  SIZES  PORTABLE. 


ay 


An  entirely  new  Article,  possessing  adv&nlages 
tcorChy  the  attention  of  those  in  want .  of  a  Pow- 
erful aud  Economical  Heater. 

SIMPLE  ia  construction,  compact  in  form,  and 
easily  managed  and  cleaned. 

Is  entirely  of  cast  iron  ;  has  but  two  joints,  and 
those  BO  arranged,  as  to  prevent  the  escape  of 
Gases  and  Smoke. 

The  FIRE  POT  is  lined,  the  radiating  surface 
located  above  the  fire,  and  equally  exposed  on  all 
sides  to  the  action  of  the  cold  air. 

Can  be  set  in  low  cellars,  and,  by  the  attach- 
ment of  a  SELF-CLEARING  RADIATOR  IS  especially 
fitted  for  the  use  of  Bituminous  Coal. 

Of  the  above  pattern  we  have  four  sizes,  to  be 
enclosed  in  brick- work,  and  five  sizes  of  portables, 
adapted  to  all  classes  of  buildings,  and  can  be  fur- 
nished at  a  less  price  than  any  other  heaters  of 
equal  capacity  in  present  use. 
Manufactured  and  for  Sale,  Wholesale  and  Retail 
By  CHILSON,  RICHARDSON  &  QO,,' 
374  Broadway,  New  York,  ' 

'  .         Also  101  and  103  Blackstone-St.  Boston. 


Railroad  Iron. 

THE  "  Montour  Iron  Company"  is  prepered  to  execute  or- 
ders for  Rails  of  the  usual  patterns  and  weights,  and  of 
any  required  length  not  exceeding  80  feet  per  rail. 

Apply  to  IflOfi.^CBAilBERS, 

September,  IWO.  -  "^  '      President 


■f' 


0.-..l5^^».-.-,-'>V.  *     •.  =  »«>*»-,<>-■>■>.•. 


-';,;  y 


AMERICAN   RAILROAD  JOURNAL. 


^^.^^■;'..:r  V' 


STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

HENRY  V.   POOR,  Editor. 
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Rmllroad  to  the    Pacific^ 

We  have  read  the  speeches  that  have  thus  far 
been  made  in  Congress  upon  the  suhject  oi  the 
Pacific  Railroad.  We  regret  to  say  they  furnish 
very  little  encouragement  of  the  speedy  com- 
mencement of  this  great  work.  While  there  is  a 
general  sentiment  in  its  favor,  no  proper  idea 
secma  to  be  formed  of  its  magnitude,  or  of  the 
necessary  steps  to  provide  the  vicans  for  construc- 
tion. The  speeches  upon  the  subject  are  no  bet- 
ter than  vaguegenei'al'ties,  and  would  be  as  appro- 
priate to  a  Fourth  of  July  celebration  as  the  mat- 
eri  M  hand . 

Th«  bill  now  under  discu^ion  in  the  House  of 
Representatives  will  show  how  little  the  subject 
is  understood,  and  how  inadequate  are  the  moans 
proposed  for  the  work.  It  provides  for  the  pay- 
ment by  Qovemment  of  a  sum  not  exceeding  S600 
per  mile  for  the  average  of  mail  matter,  and  for 
grant  of  alternate  sections  of  land,  "  to  the  width 
of  15  miles  on  each  side  of  such  road  from  the 
terminus  thereof  on  the  Mississippi  river,  to  the 
106th  degree  of  longitude  west  from  Greenwich , 


and  from  thence  westerly  to  the  eastern  line  of 
the  State  of  California,  alternate  sections  to  the 
width  of  25  miles  on  each  side  of  that  road*;  and 
from  th<  nee,  through  the  said  State  of  California, 
to  the  western  terminus  of  such  road,  alternate 
section.s,  to  the  width  of  15  miles  on  each  side," 
upon  the  Southern  route ;  and  for  the  Northern 
alternate  sections  to  the  width  of  20  miles  on 
either  side  of  the  line. 

Upon  all  routes,  with  the  exception  of  the 
Northern,  all  the  lands  available  by  the  bill  would 
not  build  200  miles  of  road.  We  regret  to  see  Mr. 
McDougal  deluding  himself  and  the  nation,  by 
reporting  and  sustaining  a  plan  utterly  incompe- 
tent to  secure  its  objects.  Every  moment  wasted 
upon  it  is  so  much  lost.  To  rely  upon  lands  for 
this  work  is  to  postpone  its  construction  for  ever. 
A  brief  examination  of  the  abundant  authority  as 
to  the  value  of  the  land  traversed  by  any  line 
proposed,  will  establish  our  assertion  beyond  con- 
troversy. 

We  believe  Mr.  McDougal  as  little  appreciates 
the  didiculties  in  the  way  of  the  construction.  That 
our  readers  may  see  what  his  views  are,  we  copy 
in  full  that  portion  of  his  recent  speech  in  support 
of  his  bill,  relative  to  "  practicability  of  the  road." 

I  have  been  told  by  gentlemen  on  this  floor  that 
they  would  support  the  measure  if  they  believed 
it  practicable,  but  they  doubted  the  practicability 
of  constructing  a  road  to  the  Pacific.  I  wish  to 
say  that  the  practicability  of  the  enterprise  is  not 
doubted  by  any  one  personally  conversant  w^ith 
the  difficulties  to  be  overcome.  I  have  crossed 
the  continent  myself;  I  have  crossed  the  Central 
region  from  the  waters  of  the  Atlantic  to  those  of 
the  Pacific,  on  diflTerent  lines  and  on  foot,  and  ex- 
amined the  country  with  reference  to  its  practica- 
bility for  railroad  purposes  Several  routes  have 
been  surveyed  with  complete  success ;  and  I  make 
•  ro  departure  from  truth  in  stating  that  there  are 
[several  feasible  routes  for  a  railroad  to  the  Pacific; 
'and  more  than  this,  that  there  is  more  than  one 
route  offdring  greater  facilities  than  was  offered 
for  any  extensive  line  that  has  been  yet  constructed 
either  in  this  country  or  Europe.  Nearly  the 
whole  route  would  lie  along  level  plains  and  table- 
lands, already  graded  by  the  hand  of  Nature.  No 
mountains  need  be  encountered  ;  but  few  consid- 
erable streams  need  be  crossed  ;  there  is  no  ob- 
stacle but  the  unpeopled  wilderness.  The  enter- 
prize  looms  up  into  threatening  proportions,  be- 
cause it  lies  in  the  distance.  Embrace  it ;  closely 
consider  it ;  and  it  loses  all  its  Herculean  features. 
Within  the  past  year  between  two  and  three  thou- 


sand miles  of  railroad  have  been  coubtructed  in 
the  United  States,  requiring  as  much  capital  as  is 
required  for  this  entire  work.  When  Indiana  and 
Illinois  have  completed  their  railroads  now  in 
progress,  they  will  each  have  a  thousand  miles 
more  road  than  is  required  for  this  entire  line, 
Ijcsides  having  hewn  through  the  solid  rock  a  way 
uniting  the  aorthern  lakes  with  the  great  Father 
of  waters.  If  the  energy  and  enterprise  of  two 
poor,  almost  bankrupt,  Western  States  have  been 
sufficient  to  .secure  the  accomplishment  of  such 
results,  it  seems  to  me  to  be  a  coward  spirit  that 
would  startle  at  the  i)roject  of  a  road  two  thou- 
sand mile*  in  length ;  a  road  in  which  the  enter- 
prise and  interests  of  the  whole  republic  are  con- 
cerned ;  one  which  is  not  only  to  bind  the  confed- 
eracy together,  but  which  is  to  bear  the  treasures 
of  many  nations  along  its  track.  It  is  a  work 
that  can,  and  must,  and  will  be  done.  The  only 
question  is,  when  and  where  shall  it  be  com- 
menced!— when  and  how  shall  the  initiative  bo 
taken  'i  I  ask  of  this  committee,  I  iisk  of  this 
Congress,  that  we  Uike  the  initiative  here,  now, 
without  any  unnecessary  delay. 

Mr.  McDougal  is  nol  an  engineer,  and  his  opinion 
as  to  the  practicability  of  the  work  is  of  little 
value.  He  might  see  no  obstacles  where  an  engi- 
neer would  see  unsurmountable  ones.  So  surveys 
have  made  as  he  states.  We  presume  that  not  a 
foot  of  any  of  the  lines  havo  been  gone  over  with 
a  level,  excepting  short  portions  of  the  Southern 
routes,  at  the  southern  slopes  of  the  Sierra  Nevada 
The  surveys  of  thef.c  have  demonstrated  the  im- 
practicability of  what  were  supposed  to  be  excel- 
lent passes.  (See  Lieut.  Williamsons  lli'port.) 
We  all  have  read  the  glowing  accounts  of  Walker's 
Pass,  by  Fremont  and  Benton.  The  former  claims 
to  be  a  man  of  scientific  attainments,  and  to  speak 
authoritatively,  when  he  speaks  at  all.  According 
to  him.  Walker's  Pass  was  marked  out  by  nature 
for  the  route  of  a  railroad.  Its  inclinations  were 
so  gentle  in  either  direction  as  to  be  hardly  per- 
ceptible to  the  eye.  Nor  did  he  well  know  when 
the  summit  was  passed.  We  do  not  question  the 
sincerity  of  his  opinion.  But  what  do  surveys 
show  1  Why,  an  impracticable  route,  with  a  grade 
of  300  feet  to  the  mile,  according  to  Lieut.  Wil- 
liamson's report  to  the  Secretarj-  of  War.  We 
give  his  own  words  : 

"  I  will  commence  by  saying  that  Walkers  Pass 
is  out  of  the  question.  To  reach  this  we  ascend 
Kern  River  (properly  the  Potura-ko-la)  for  some 
fifty  miles,  where  a  branch  comes  iu  from  tho 
East.    This  we  ascend,  in  a  wide  and  gently  as- 
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ccnding  valley,  for  some  12  luilcs,  when  wo  leave 
it,  crosii  the  divide  and  enter  the  plain  or  basin 
teyond.  The  diflicnlties  are  :  Ist,  ascending  Kero 
River ;  2d,  ascending  to  the  summit  from  tlie  val 
ley  of  the  branch  ;  3d,  desctnding  to  the  basin. 

1st.  Ou  Kern  River  high  mountains  come  down 
abruptly  ou  each  side,  forming  a  canon  of  five  or 
six  miles  in  length,  impassable  for  mules,  and  prob- 
ably for  footmen,  since  there  is  no  Indian  trail 
through  it — .and  these  mountains  cannot  be  turned. 
Hence,  to  go  by  Kern  River,  an  immense  deal  of 
cutting,  blasting,  &c.,  would  have  to  be  done. — 
Rock,  granite.  The  river  fallsin  the  fifty  miles — 
fifty  feet  to  the  mile  on  .in  average. 

2d.  The  ascent  to  the  summit  for  five  miles  is 
over  300  feet  to  the  mile,  and  rugged  rocky  moun- 
tains on  each  side,  cut  up  by  precijutous  ravines, 
prevent  a  winding  course  to  gain  di.stance. 

3d.  The  descent  from  the  summit  to  the  basin 
is  8  miles,  and  over  250  feet  to  the  mile.  The 
altitude  of  Walker's  Pass  is  over  4,300  above  the 
sea.     The  basin  is  2,500  feet  above  the  valley. 

Such  is  Walker' sJPsiSS  to  the  eye  of  a  voyageur, 
and  such  is  it  sliown  to  be  by  instrumental  siirvei/.i. 
If  a  m;»n  of  Mr.  Fremont's  attainments  is  .so  liable 
to  be  deceived,  what  reliance  can  be  placed  upon 
the  opinions  of  persons  whose  objects  are  not  the 
exploration  of  a  route  for  a  railroad,  and  who 
have  neither  theoretical  nor  practical  skill  in  such 
matters  1 

Mr.  McDougal  says  there  are  several  feasible 
routes  for  the  road.  This  is  begging  the  question 
entirely.  To  sjiy  that  "  there  are  several  routes  for 
the  proposed  road,  oflering  greater  facilities  than 
is  offered  by  any  extensive  line  in  this  countrj' 
or  in  Europe,"  is  an  assertion  too  absurd  for  any 
reasonable  men  to  make,  and  we  regret  to  see  it 
uttered  by  the  Chairman  of  the  Special  Committe 
upon  the  subject  of  the  proposed  road.  The  idea 
of  the  magnitude  of  the  work  will  control  the 
amount  of  means  to  be  provided  for  it.  Wrong 
conclusions  necessarily  result  from  erroneous  pre- 
mises. Such  .is  the  case  already  with  Mr.  Mc- 
Dougal's  scheme.  By  undervaluing  tlic  obstacUs 
to  be  encountered,  his  means  are  entirely  inade- 
quate to  the  ends  proposed,  and  failure  will  be 
the  inevitable  result. 

Mr.  McDougal  says  that  the  route  for  the  road 
is  already  graded  by  nature.  We  often  hear  such 
remarks ;  but  any  li/ro  in  engineering  knows  the 
absurdity  of  all  such  statements.  He  says  there 
"  are  no  mountains  to  be  encountered."  This  is 
certainly  news.  We  should  like  to  know  how 
either  the  Rocky  Mountains  or  Sierra  Nevada 
rang«s  are  to  be  avoided.  Surveys  thus  far  show 
no  practicable  passage  through  the  latter  in  the 
direction  of  San  Francisco.  Nearly  the  entire 
range  is  known  to  bo  utterly  i  in  practicable.  We 
should  like  to  know  upon  what  route  the  Rocky 
mountain  range  is  practicable.  Certainly  not  the 
South  Pass  or  Mr.  Benton's.  The  Albuquerque  may 
be.  The  evidence  thus  lar  is  against  the  practi- 
cability of  the  El  Paso  route.  This  route  crosses 
a  summit  of  5,000  foet  before  reaching  the  Del 
Norte,  and  a  higher  one  after  passing  the  river. — 
It  is  the  most  barren  of  all  of  wood  and  water, 
two  privie  conditions  in  the  construction  and  ope- 
ration of  a  railroad.  Will  Mr.  McDougal  please 
indicate  the  route  that  will  cross  no  mountains. 
If  such  route  exists,  it  is  one  of  which  the  public 
have  no  knowledge, 

Mr.  McDougal  disposes  of  the  whole  subject  by 
saying  that,  '■  there  are  no  obstacles  in  the  way 
but  an  unpeopled  wilderness."  He  should  have 
said  an  uninhabitable  wilderness.    We  are  yet  to 


learn  how  a  railroad  is  to  be  built  and  maintained 
through  a  desert  of  1500  miles  in  extent.  We  cer- 
tainly are  not  wise  enough  to  answer  the  question, 
nor  do  wo  believe  there  is  an  engineer  in  the  Uni- 
ted States  who  feels  himself  competent  to  do  so. 
How  are  large  bodies  of  men  to  work  in  the  cen- 
ter of  a  wilderness,  over  which  mule  trains  cannot 
carry  sufficient  nat«r  for  their  own  necessities  1 — 
Here  is  a  question  to  ba  solved.  It  may  Ite  said 
that  Artesian  wells  may  be  constructed.  But  how 
are  these  to  be  built  1  Archimedes  could  move 
the  tcorld,  cou\i  ho  only  find  a  fulcrum  for  his 
lerer.  It  will  bo  nearly  as  difficult  to  get  a  ful- 
crum by  which  to  raise  the  Pacific  railroad.  We 
do  not  see  how  is  it  to  be  done,  upon  fome  of  the 
routes  at  least.  We  believe  we  express  the  opinion 
of  the  best  informed  persons,  when  we  say,  that 
the  construction  of  a  railroad  across  the  Continent 
is  a  more  difficult  problem  than  has  yet  taxed  the 
skill  of  the  engineering  profession.  No  man  who 
values  his  reputation,  without  the  most  careful 
examination  of  data  which  are  yet  to  be  developed, 
and  which  require  years,  would  speak  authorita- 
tively upon  the  practicability  of  any  route  or  plan 
of  construction. 

We  assure  Mr.  McDougal  that  by  means  of  Ms 
bill,  the  project  will  make  no  other  headway  than 
that  gained  by  leaving  one  less  impracticable  plan 
to  be  tested  and  exploded.  It  too  often  happens 
that  the  right  path  is  the  one  last  hit  upon.  His 
scheme  will  never  build  the  road,  and  what  is 
more,  will  never  enlist  the  public  sentiment  in 
its  support.  To  frame  a  competent  one,  all  its 
provisions  must  be  regular  deductions  from  un- 
questioned premises.  A  railroad  can  be  built  and 
operated  only  under  certain  conditions.  The  more 
important  of  these  are :  a  gentle  inclination  of  the 
earth's  surface,  a  line  sufficiently  direct  to  allow 
the  passage  of  the  train  ;  wood  and  water,  and  the 
ability  of  the  route  to  sustain  a  sufficient  popula- 
tion on  the  lino  for  the  maintenance  of  the  road. 
The  presence  of  these  conditions  being  determined 
upon  several  routes,  the  next  question  is,  which 
is  the  most  favorable.  A  very  important  matter 
is  tlie  comparative  convenience  of  the  several 
routes  proposed.  No  company  or  body  of  men 
are  going  to  commence  the  construction  of  a  rail- 
road to  the  Pacific  till  all  these  questions  are  dis- 
posed of.  No  Company  could  commence  the  con- 
struction of  a  railroad  of  100  miles  in  the  States 
upon  the  terms  proposed  by  Mr.  McDougal,  with- 
out losing  credit  and  forfeiting  public  confidence 
in  the  soundness  of  their  judgments.  How  much 
less  will  they  undertake  the  construction  of  one  of 
2,000  miles,  under  conditions  which  are  entirely 
unknown,  and  for  which  precedents  furnish  no 
guides. 

If  Mr.  McDougal  would  direct  the  movements 
preliminary  to  the  construction  of  a  railroad  to 
the  Pacific,  he  must  follow  the  lights  set  by  simi- 
lar enterprises.  In  the  first  place,  he  must  know 
what  is  to  bo  done.  As  he  is  not  an  engineer, 
though  a  sensible,  practical  man,  his  proper  course 
will  be  to  move  the  appointment  of  a  Commission, 
to  be  composed  of  a  number  of  the  profession  of 
the  best  reputation,  to  report  upon  the  whole  sub- 
ject. Any  body  of  men  undertaking  this  work 
must  be  governed  by  the  lights  of  the  past.  The 
feasibility  of  any  plan  must  be  sulyected  to  the 
test  of  experience.  Let  this  Commission  r^ort 
upon  the  evidence  which  exists,  and  what  is  iie,| 


ccssary  to  a  well  digested  plan  of  construction, 
and  we  shall  then  know  exactly  the  next  step 
proper  to  be  taken.  The  cost  of  the  work  being 
ascertained,  it  will  then  be  seta  whether  the 
means  proposed  Jire  adequate  to  their  cud.  In- 
stead of  $GOC  per  mile  for  carriage  of  mail,  Mr. 
McDougal  will,  we  have  no  doubt,  find  himself 
compelled  to  move  five  times  that  sum.  Such  a 
proposition  may  startle  the  propriety  of  Congress 
a  little.  But  the  sooner  this  is  done,  the  sooner 
the  shock  will  be  got  over,  and  the  sooner  will 
that  body  be  prepared  to  act.  We  are  satisfied 
that  it  is  still  far  from  being  up  to  the  exigency 
of  the  case.  As  well  might  a  person  hope  to  storm 
the  rock  of  Gibraltar  with  a  cannon  loaded  with 
green  peas,  as  to  construct  a  railroad  to  the  Pacific 
by  any  plan  yet  proposed. 

Report  of    the    DIreotora    of  the   Delavraie 
Ijackaw^anna  aiiU  IVesteru  Kailroada 

In  presenting  their  first  printed  Report,  the 
Board  of  Managers  of  the  Delaware,  Lackawan- 
na an4  Western  Railroad  Company  consider  it  due 
not  only  to  the  Stockholders,  in  view  of  their 
large  pecuniary  interest,  but  also  to  the  public, 
on  account  of  tho  magnitude  of  tho  enterprize, 
to  refer  briefly  to  its  past  history,  as  well  as  to 
give  a  statement  of  its  present  condition  and  fu- 
ture prospects. 

On  the  location  cf  the  New  York  and  Erie  Rail- 
road through  the  Susquehanna  valley,  tho  project 
was  first  started  of  reaching  the  riah  mineral  de- 
posites  of  the  Lackawanna  and  Wyoming  valleys, 
constituting  "the  great  Northern  Coal  Basin"  of 
Pennsylvania,  by  a  locomotive  railroad  extending 
from  Scranton  north-westerly,  through  Ligget's 
Gap  to  Great  Bend.  Soon  afterwards,  the  more 
formidable  scheme  was  entered  upon,  of  finding 
an  outlet,  south-easterly  through  the  Cobb's  and 
Delaware  water  gaps,  in  the  direction  of  New 
York. 

The  charter  for  the  Ligget's  Gap  Railroad,  em- 
bracing that  por'ion  of  the  Company's  present 
line  extending  from  the  Lackawanna  Coal  Basin, 
at  Scranton,  to  its  junction  with  the  New  York 
and  Erie  road,  at  Great  Bend,  had  been  obtained  ; 
and  the  Company  was  organized,  (the  capital  hav- 
ing been  mainly  subscribed  by  a  fevr  of  the  pre- 
asnt  Stockholders,)  in  the  winter  of  1860. 

The  construction  of  the  road  was  commenced 
the  following  spring,  under  the  immediate  super- 
vision of  Col.  George  W.  Scranton,  who,  for'  that 
purpose,  was  appointed  General  Agent  of  the 
Company,*  and  on  October  20th,  1661,  it  was  so 
far  completed  as  to  be  open  for  traffic. 

To  provide  the  additional  means  requisite  to 
finish  and  equip  the  road,  and  for  opening  and 
improving  tho  coal  lauds,  &c.,  further  subscrip- 
tions to  the  capital  stock  were  received,  and  the 
$900,000  of  the  mortgago  bonds  authorized  by 
the  charter,  were  issued  ;  all  of  which  were  taken 
by  the  original  subscribers. 

By  an  act  of  the  Legislature,  passed  April, 
1851,  the  corporate  name  of  the  Company  was 
changed  to  ''The  Lackawanna  and  Western  Rail- 
road Company." 

The  charter  of  the  Delaware  and  Cobb,s  Gap 
Railroad  Company,  for  a  railroad  from  Scranton, 
through  Cobb's  Gap,  to  the  Delaware  river,  bears 
date  April,  1849,  and  the  Company  was  organized 
in  December,  1860. 

By  an  act,  approved  March  10th,  1853,  the  two 
Companies  were  consolidated  under  the   name  of 


♦It  is  due  to  Col.  Scranton,  and  also  to  his  as- 
sociates, proprietors  of  the  extensive  Iron  Works 
at  Scranton,  under  the  late  special  partnership 
firm  of  Scrantous  and  I'latt,  (now  tho  Lack«waQ- 
na  Iron  and  Coal  Company,)  to  acknowledge  the 
large  indebtedness  of  this  Company  lo  those  gen- 
tlemen for  the  very  efficient  and  valuable  aid  ren- 
dered by  them  in  the  organisation  and  prosecution 
of  this  enterprize  up  to  the  commencement  of  the 
fiscal  jrear,  now  just  closed. 
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"The  Delaware,  Lackawanna  acd  Western  Rail- 
road Company,"  and  measures  were  immediately 
adopted  to  construct  the  road  from  Scranton  to 
the  Delaware  river  ;  the  necessary  surveys  having 
been  previously  made  by  E.  McNeill,  Esq.,  Chief 
Engineer  of  the  Company.  Books  were  opened 
for  subscriptious  to  increase  the  capital  stock, 
which  at  the  date  of  the  consolidation  anK)unted 
to  $1,441,000,  and  such  was  the  confidence  felt  in 
t  iC  success  of  the  enterprize,  not  only  by  the  ori- 
ginal stockkolders,  but  by  other  capatalists,  that 
the  whole  sum  required,  81,500,000,  was  taken  in 
a  few  days. 

As  a  matter  of  convenience  in  keeping  accounts, 
the  entire  line  of  the  road  was  divided  into  two 
sections — the  northern  and  southern  divisions; 
the  former  axtending  from  Scranton  to  Qreat 
Bend,  a  distance  of  50  miles ;  and  the  latter,  ex- 
tending south-easterly  to  the  point  of  junction 
with  the  New  Jersey  Railroads  on  the  Delaware 
river,  five  miles  below  the  Water  Gap,  61  miles  in 
length.  ...  . 

NORTHERN     DIVISION.  .' 

With  a  view  to  derive  an  income  from  the  works 
at  the  earliest  possible  day,  some  small  sections 
of  this  division  were  passed  by  temporary  struc 
tures ;  the  most  important  of  which,  were  the 
switch  over  Tuukbannock  ^lountain,  and  the 
trestles  across  Factoryvillc  and  Humphrey's  Hol- 
lows. The  switch  will  be  abandoned  for  a  direct 
route  through  the  tunnel,  in  April,  and  the  em- 
bankments across  the  hollows  arc  in  a  satisfactory 
state  of  progress.  By  the  former  improvement 
two  miles  in  distance,  and  a  large  amount  in  traas- 
portation  expenses  will  be  saved  j  and  by  the  com- 
pletion of  tho  latter,  increased  stability  and  secu- 
rity to  the  Comi>ony's  operations  will  be  at- 
tained. 

To  avoid  the  danger  of  an  interruption  to  the 
business  of  the  road  from  damage  to  the  smaller 
trestles  by  fire,  or  other  causes,  the  .Board  of 
Managers  have  resolved  to  have  them  all  filled  by 
embankments  before  the  completion  of  the  south- 
ern division ;  when  the  line,  in  point  of  solidity 
and  capacity  for  traiBc,  will  compare  favorably 
with  any  other  single  track  road  in  the  State. 

The  total  cost  of  the  Northern  division,  up  to 
December  31st,  1853,  including  engineering,  land 
for  depots,  right  of  way,  grading  bridging,  super- 
structure, station  houses,  machine  and  car  shops, 
car  houses,  contingent  and  office  expenses,  &.c 
&c.,  and  the  amount  expended  towards  the  con- 
struction of  the  Tunnel,  is  $2,162,048  75. 


within  the  present  year,  but  several  causes  have 
concurred  to  postpone  its  comflction.  It  may 
now  be  safely  assumed  that  the  entire  line  will  be 
in  operation  on  or  before  the  first  day  of  June, 
1865. 

The  amount  expended  towards  the  construc- 
tion of  this  division,  up  to  the  close  of  1853,  was 
8180,066  06. 

It  will  be  seen  from  the  foregoing,  that  the 
total  amount  expended  in  the  construction 
and  cquidment  of  the  whole  Road,  is  as  fol- 
lows; 

Northern  Division, $2,162,048  75 

General  Expenditure,  for  Equipment 

&c 395,724  64 

Southern  Division, 180,066  06 


SOUTHERN  DIVISION. 

This  section  of  the  road  extends  from  Scranton 
through  Cobb's  Gap  and  the  Delaware  Water  Gap 
to  a  point  on  the  Delaware  river  6  miles  below  the 
Water  Gap,  a  distance  of  61  miles,  where  it  con- 
nects with  the  Warren  Rail  Road  of  New 
Jersey. 

Anticipating  a  very  large  business  on  this  divi- 
sion of  their  road,  the  Board  of  Managers  resol- 
ved to  grade,  bridge,  and  do  the  masonry  for  a 
doable  track,  all  in  the  most  substantial  and  per- 
manent manner ;  consequently,  no  trestles  or  oth- 
er temporary  structures  are  to  be  erected.  In  o% 
der  to  secure  a  satisfactory  grade,  and  to  avoid 

high  and  long  bridges,  it  was  deemed  expedient  to 
pass  two  small  sections  by  tunnels. 

In  reference  to  the  very  favorable  line  and 
grades  secured,  it  is  due  to  our  indefatigable  Chief 
Engineer,  to  state,  that  he  devoted  many  months 
of  almost  incessant  labor  in  obtaining  crest-line 


'       S2,737,839  46 
For  the  grades,  capacity,  &c.  of  this   Division 
fee  the  a  mexed  report  of  the  Chief  Engineer. 

CONNECTING  LINES. 
Eastern  and  South-eastern — The  direct  routo 
to  New  York  from  the  south-eastern  terminus  of 
the  southern  division  will  be  by  the  Warren  R.  R. 
18  miles  to  New  Hampton  Summit,  and  thence  by 
the  Central  Railroad  of  N.  J.  via  Elizabethport ; 
or  via  Elizabcthtown  and  New  Jersey  R.  R.  to 
Jersey  City. 

Favorable  contracts  for  doing  the  business  of 
this  Company  have  been  entered  into  with  these 
two  Companies  (the  Warren  and  Central ; )  the  lat- 
ter Company  having  agreed  to  lay  an  extra  rail 
conforming  to  the  guage  of  this  road.  It  is  fur- 
ther provided  that  a  second  6  ft.  track  shall  be 
laid  whenever  the  freight  from  this  Company 
shall  amount  to  400,000  tons  per  annum. 

As  tho  Warren  Railroad  crosses  the  Morris  Can- 
al at  a  favorable  point  for  the  tran-shipinent  of 
coal,  it  is  expected  that  a  considerable  portion  of 
coal  business  during  the  summer  season  will  be 
done  through  this  channel. 

The  Board  also  ent  rtain  hopes  of  supplying 
the  Morris  and  Essex  R.  R.  Company  with  coal 
for  the  eastern  market,  and  to  meet  the  large  de- 
mand for  the  manufacture  of  iron,  and  for  other 
purposes  upon  the  line  of  that  road. 

It  is  farther  anticipated  that  the  Trenton  and 
Belvidere  R.  R.  Co.  will  extend  their  road  from 
Belvidere  to  the  south-eastern  terminus  of  our 
road,  a  distance  of  four  miles,  and  thus  open  a 
direct  communication  between  Northern  New 
York,  the  Lakes  and  Canada,  and  Trenton,  Phila- 
delphia, and  the  South.  The  addition  of  a  sin- 
gle rail  to  the  point  of  its  junction  with  the  Feed- 
er of  the  Delaware  and  Raritan  Canal,  will  open 
another  great  avenue  by  a  descending  grad£  to 
tide-water;  whence  coal,  lumber,  Slc,  may  be 
shipped  by  the  large  propellers  and  barges  of  that 
Company  to.  the  eastern  markets. 

Still  another,  and  very  important  connection  is 
anticipated  from  the  continuation  of  'h^^  Phila- 
delphia, Easton  and  Water  Gap  R.  R.  tVum  Easton 
to  the  Water  Gap,  the  privilege  of  doing  which, 
with  a  6  ft.  guage,  was  granted  to  that  Company 
at  the  last  session  of  the  Pennsylvania  Legislature. 
This  would  open  a  6  ft.  guage  road  from  Philadel- 
phia, by  the  most  direct  route,  and  emier  grades, 
to  every  section  of  Western  New  York  and  the 
Northern  Lakes.  Its  great  importance  to  Phila- 
delphia, and  tho  south  generally,  will  doubtless 
secure  for  it  an  early  completion. 

In  addition  to  the  foregoing,  the  Hudson  and 
Delaware  R.  R.  extending  from  Newburg  to  the 


and  other  preliminary  surveys  of  the  who'e  region.  Water  Gap  has  been  located,  and  the  section   be 
before    adopting  the   present   route  ;  which   the  tween  Chester  and  Newburg  has  been  constructed 


Board  of  Managers  are  satisfied  is  the  best,  if  not 
the  only  practicable  one,  for  a  road  of  heavy  traf- 
fic, from  the  Lackawanna  and  Wyoming  val- 
leys, to  tide-water,  in  the  direction  of  New 
York. 

This  division  was  put  under  contract  in  June 
last,  the  work  was  immediately  commenced,  aud 
is  now  under  good  progress.  The  iron  rails  and 
chair  have  ^n  contr»ct3d  for  on  favorable 
terms. 

It  was  the  intentioa  of  the  Board  of  Managers 
at  first,  to  have  this  division  ready  for  operation 


as  a  branch  of  the  Erie  road.  The  construction 
of  the  Providence,  Hartford  and  Fishkill  R.  R., 
now  in  progress,  renders  this  connection  of  vast 
importance ;  and  it  is  a  reasonable  supposition, 
that  it  will  be  made  at  no  distant  period. 

Western  and  Sooth-western  Connections. — 
Referring  to  the  accompanying  report  of  the 
Chief  Engineer,  in  which  these  are  noticed  at 
length,  or  to  the  report  of  the  Lackawanna  and 
Bloomsburg  R.  R.  Company,  recently  published, 
the  irresistible  inference  to  be  drawn  therefrom,  is 
that   the  Sunbury  aud  Erie,  the  Alleghany  valley, 


and  the  Lackawanna  and  Bloomsburg  R.  R.  con- 
necting with  this  road  at  Scranton,  will  secure  to 
New  York  her  nearest  and  best  channel  of  com- 
munication with  the  West  and  South-west,  and  to 
this  road,  the  many  positive  advantages  claimed 
for  it ;  among  which  may  be  named  as  worthy  of 
especial  aitenticn,  the  great  facilities  which  its 
construction  will  furnish  the  Company  for  extend- 
ing indefinitely  their  coal  business,  and  for  its  safe 
and  econemical  management. 

Northern  and  North-western  Connectiok*. — 
At  Great  Bend,  186  miles  from  New  York  by  this 
route,  the  Delaware,  Lackawanna  and  Western  R. 
R.,  connects  witli  the  New  York  and  Erie,  over 
which,  by  a  perpetual  contract,  its  freight  aud  coal 
trains,  and  passengers  are  conveyed  on  tavorable 
terms,  both  East  and  West. 

At  Bin^hamton,  14  miles  West  of  Great  Baud , 
the  first  tributary  to  this  road — the  Syracuse  and 
Bifighainton  R.  R.* — branches  off,  constituting  a 
link  in  the  most  direct  route  from  Philadelphia 
and  New  York,  to  Syracuse,  Oswego,  and  the  Can- 
adas,  and  this  must  soon  bccoms  an  important 
channel  for  the  distribution  of  coal  and  iron.  The 
character  and  importance  of  this  connection  may 
be  best  learned  by  reference  to  the  interesting  re- 
port just  published  by  the  Directors  of  that  Com- 
pany, from  which  liberal  extracts  are  appeuded.f 
(See  page  45.) 

The  Albany  and  Susquehanna,  aud  the  Utica 
and  Binghamton  Railroads,  also  diverging  from 
the  Erie  at  this  jwint  (the  former  now  in  the  course 
of  construction),  cannot  fail  to  contribute  largely 
to  the  traffic  of  this  company,  forming  additional 
outlets  for  coal,  du:. 

Large  quantities  of  the  Company's  coal  are  at 
present  tran-shipped  at  Binghamton,  upon  the 
boats  of  the  Chenango  Canal,  and  thence  forward- 
ed to  Utica  and  other  points  on  the  eastern  section 
of  the  Erie  Canal.  The  rich  iron  ore  beds  of  Clin- 
ton, which  furnish  supplies  for  the  iron  works  at 
Scranton,  and  the  gypsum  and  limestone  from  oth- 
er places  on  the  Chenengo  Canal,  afford  valuable 
back  freight  for  both  the  boats  and  the  Company's 
cars. 

Proceeding  westerly  22  miles  on  the  Erie  road 
to  Owego,  the  next  connection  in  order  and  im- 
portance, (if  not  the  first  in  the  latter  respect),  is 
the  Cayuga  and  Susquehanna  R.  R.  extending  34 
miles  northward  from  that  place  to  Ithaca,  at  the 
head  of  the  Cayuga  Lake,  at  which  point  is  the 
present  principal  coal  depot  of  the  Company, 
from  whence  its  coals  are  tran-shipped  into  boats 
and  distributed  by  the  various  New  York  canals 
and  the  Lakes.  Large  quantities  of  salt,  fiour, 
and  other  supplies  required  in  the  Lackawanna 
valley,  are  here  offered  as  return  freight  by  the 
Company's  coal  and  other  freight  trains.  A  canal 
from  the  outlet  of  this  lake  to  Great  Sodus  Bav 
on  Lake  Ontario,  is  in  progress,  and  its  projectois 
and  friends  are  now  sanguine  of  its  completion  at 
an  early  day.  The  capacity  of  this  canal  will  be 
such,  when  finished,  that  the  propellers  and  sail- 
ing vessels  from  the  larger  lakes  can  land  their 
cargoes  at  Ithaca,  and  receive  in  return,  coal  des- 
tined for  Cauada  and  the  North-west,  direct  from 
the  cars  of  the  Company. 

Diverging  from  Cayuga  and  Susquehanna  R.  R. 
at  Pugsley,s  Station,  g  miles  south-easterly  from 
Ithaca,  the  Auburn  and  Little  Sodus  Bay  R.  R. 
commences,  and  passing  through  Auburn  and  the 
rich  fertile  country  intervening,  terminates  at 
Little  Sodus  on  Lake  Ontario,  thus  forming  another 
important  communication  with  Cauada  aud  the 
West.  The  grading  of  this  road  is  nearly  comple- 
ted, and  its  Managers  hope  to  have  it  open  for  bu- 
siness early  in  the  spring  of  1855. 

Continuing  on  the  N.  Y.  and  Erie  R,  R.  we  meet 
successively  the  Elmira,  Canandaigua,  an  I  Niaga- 
ra Falls  R.  R.  diverging  at  Elmira ;  at  Coming, 
the  Buffalo,    Corning   and   N.    Y.   R.  R.;    and    at 


*This  road  is  now  graded  ready  for  the  super* 
structure,  and  the  Company  expect  to  have  it 
open  for  business  early  in  the  ensuing  fall. 

f  The  iron  rails  for  this  road  have  been  par< 
chased,  and  are  to  be  immediately  laid. 
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llonitiisviiii;,  ibe  iJutlalo  au.i  Sew  York  Uuy  li. 
R.;  at  OU  an,  the  Erie  aud  New  York  City  and 
other  pri.j.ctcd  routes,  and  all  converging  from 
the  west  aud  north-west  to  Great  Bend  and   New 

York.  ^       , 

All  these  conat'cting  lines  being  of  the  broad  or 
G  ft  guage,  form  an  uninterrupted  communication 
from  New  York  to  their  several  termini. 

It  will  be  seen  from  the  foregoing  statements 
and  by  reference  to  the  accompanying  map,  that 
the  Delaware,  Lackawanna  and  Western  Railroad 
forms  a  great  trunk  line  from  the  Delaware  river, 
near  the  Water  Gap,  to  the  Susquehanna  river  at 
Grea'u  Bend,  with  diverging  branches. 

Leaving  out  of  view  the  fact,  that  this  road  will 
be  a  great  channel  for  the  transportation  of  coal, 
its  importance  as  a  general  freiglit  and  passenger 
road  should  not  be  overlooked.  From  the  state 
ments  and  reports  herein. contained,  it  will  be  seen 
that  the  grades  aud  distances  are  extremely  favor- 
able for  freight.  Passengers  will  have  an  oppor- 
tunity of  visiting  that  great  natural  curiosity,  the 
Delaware  Wat^r  Gap,  from  which  point  the  road 
ascends  ihe'TocoNO,"  by  easy  giades,;  across  the 
high  table  lauds  of  wh  ch  it  passes  for  about 
twenty  miles, — and  from  which  point  the  view  is 
of  extraordinary  extent  and  beaty.  Further  on, 
the  Wyoming  and  Lackawanna  Valleys  possess 
great  attractions  for  visitors, — aud  the  route  gen- 
erally, it  is  believed  will  Imj  a  favorite  one,  for 
pleasure  travel. 

All  of  which  is  respectfully  submitted. 

GEORGE  D.  PHELPS,  President. 

Managers  :— Drake  Mills,  John  J.  Phelps,  Wil- 
liam E.  Dodge,   George    Bulkley,  John   I.   Blair, 
George  W.    6c' anion,  Roswell   Sprague,  Thomas 
Tilesion,  Moses  Taylor,  John  Bradley, 
New  York.  Jan.  2d,  1854. 


Bnsll**^  flailraail*  and  til*  W«r« 

We  invite  the  attention  of  the  railroad  interest 
of  this  country  to  the  following  article  from  Her- 
apaih's  Railway  Journal.  Th^  history  of  the 
Railroad  movement  in  England  may  be  profitably 
studied  by  our  own  people,  as  similar  tenden- 
cy ar»;  at  work  in  this  country,  that  have  produced 
such  disasterous  results  across  the  water.  We  can 
avoid  similar  sacrifices,  if  we  will  be  forewarned 
in  season. 

A  sum  of  about  300  millions  has  been  expended 
on  railways  iu  this  country. 

The  present  war  has  caused  a  depression  in  the 
marketalile  value  of  this  capital,  of  about  20  per 
cent.,  rv  presenting  a  sum  of  OU  millions. 

The  '6vO  millio;is  of  capital  consist  of  unprivi- 
leged share,  preleiential  share,  and  loan  capital. 
Ti.e  uiiprivileg>  d  .slocks  have  sunk  the  most,  but 
preference  shaies  aud  loans  have  also  been  enor- 
mously depreciated  iu  market  value  through  the 
war.  On  the  whole,  wu  esliuiaie  that  2U  per  cent 
exhibits  the  average  amount  of  depreciation  in 
the  valu  of  railway  property  crealeil  by  our  fall 
out  wiih  Russia — equal  to  the  enormous  sum  ol 
bO  millions  sterling. 

Is  ihisjiisiiti  a  {  The  expense  of  the  war  to 
the  nation  wili,  iu  all  probability,  be  not  iriore  than 
half  iu>.-  aniouiit  o(  the  loss  to  railways  by  the  im 
agiiied  los-ies  it  will  create.  Surely  the  figure  01 
3j  milliims  is  bufficieut  as  the  cost  of  the  war 
How  theuis  it,  that  the  war  should  operate  to  de- 
prcviate  the  selling  value  of  raUwaij  property  to 
the  extent  >j(  double  tue  whole  cost  ot  the  war  7 
If  tnc  several  railway  Cumpauies  paid  the  entire 
expense  of  it  out  ot  their  own  pockets,  and  had 
noihiug  in  return  for  it,  they  would  lose  only  hall 
the  amount  01  the  depreciation  of  their  property 
arising  fiom  the  bugbear  of  the  war.  But  the 
fact  is,  the  war  has,  up  to  this  moment,  very  little 
afiecied  injuriously  railway  property,  aud  there  is 
no  reason  to  e.Kpect  greater  injury  in  times  to 
come.  Our  irathc  taOles  of  this  year  show  large 
Weekly  addiiious  to  the  traffic  returns  of  each  and 
every  railway,  iu  place  of  losses.  In  spite  of  war 
aud  uoLwiihsiaudiug  the  commercial  depresion' 
that  prevails,  the  traflics  iJroceed  in  the  upward 


course  ihey  have  pursued    for  many   years   past, 
and  it  is  no u  beyond  question   that   the   railway 
dividend  results  of  the  current  half  year  will  show 
an  improvement  on   those   of  the    corresponding 
period  of  last  year.     The   traffic   of  the  expired 
portion  of  this  half  year  is  full  12  per  cent,  in  ex- 
cess of  that  of  the  Cfrresponding  period   of  last 
year.     The  increased  value  of  money  on  loan,  the 
increased  price  of  materials  ■ind  labor,  are  all  ad- 
ditional claimants  in  the  revenues  of  railway  Com- 
panies, yet  the  surplus  receipts  of  the  period    of 
the  half-year  that  has  already  expired — more  than 
halt  of  it — arc  so  large  that  no  doubt  can    remain 
as  to  the  satisfactory  accounts  for  the  current  half 
year  the  Companies    will  be    enabled   to    present. 
The  additional  traffic  will  more  than  cover  the  ad- 
ditional working  expenses  and  preferential   char- 
ges.    When  the  war  shall  have   come  to  an   end, 
atid  money,  materials,  and  labor  found  their  usual 
level,  the  condition  of  the  Companies  (remaining 
possessed  of  no  increased  extent  of  line)  must  be 
greatly  advanced,  since  the  traffic  will   with  some 
ductuation  continue  its  upward   movement.     We 
speak  confidently  of  the   progress  of  the   traffic, 
because  the  long  experience  of  the  past  has  prov- 
ed that  the  traffic  of  railways  is  steadily  progres- 
sive even  under  the  most  adverse   circumstances. 
One  ordinary  year  succeeds  another  ordinary  year, 
and  the  traffic  of  a  railway  in  the  second  year  ad- 
vances on  the  traffic  of  the   former  year  by  about 
10  per  cent.     Then,  perhaps,  comes  a  year  of  ex- 
traordinary national  prosperity,  and  in  this  year 
the  same  railway  advances  13  or  14  per  cent,   on 
the  preceding  years  receipts ;  a  year  of  depression 
follows,  but  sti  1  the  railway  traffic  is  liigh«r  than 
in  the  pest  prosperous  year — aud  so  railways  have 
proceeded  year  after  year  during  the   long  series 
of  years  many  of  them  have   been  established. 
The  Great  Exhibition   of  1861   produced  a  large 
additional  traffic  ou  the   railways,   but   the  same 
railways  iu  1853  took  a  still  larger   traflic.     The 
oldest  trunk  line  in  the  kingdom   experiences   to 
this  day  an  enlargement  of  its   traffic.     This  is  a 
well  ascertained  fact.     The  minute  investigations 
into  the  account  of  most  of  the  old  railway  Com- 
pauiies  that  a  lew  years  ago  took  upon  themselves 
so  many  new  and  inferior  railways  made  or  pur 
chased  at  great  expense,   served   to  exhibit   this 
fact.     It  was  found  that  the  dividends  of  railway 
Companies  were  reduced  from  10  per  cent,  to  5,4,3, 
aud  in  some  cases  to  nothing,  not  from  the  falling 
away  of  the  traffic  of  the  old  lines,  nor  from  those 
lines  earning  a  less  amount  of  profit  in  respect  to 
the  capital  exp  nditure  on   them,   but  from   the 
Gi'mpauies  having  made  a  host  of  new  and  unpro- 
ductive lines,  and  having  entered  into  a  number  of 
burlhensome    engagements.     In   every   case   the 
traffic  proiits  of  the  same  line  have  largely  increa- 
sed year  after  year,  arising  from  the   gradual    but 
large  increase  of  traffic.     The  Lanca^ter  and  Car- 
lisle line  is  an  instance.     We  might  also  mention 
the  TatfVale,  as  well  as  the  results  of  the  inquir- 
ies some  time  ago  made,  as  we  have  said,  into  the 
affaiis  of  a  number  of  old  Companies,  complicated 
by  new  engagement"*  and  works  :   but  the    case  of 
the  Lancaster  and  Carlisle  is  quite  sufficient   for 
our  purpose.     It  is  capable  of  easy  reference,  and 
the  facts  are  beyond  dispute.     The  Lancaster  and 
Carlisle  line  is  a  straight  piece   of  trunk  without 
branch,  and  the   Company   without  a  guarautwe. 
In  1847,  7  years  ago,  it  commencei    payiug   divi- 
deuts  of  4  per  ceut.;  iu  course  of  years  rose  up  to 
5  and  6  per  cent.;  and  now  it   has   reached   full  8 
per  cent.;  and  10  per  cent,  is  expected  to  be   the 
ultimate  dividend.     The  increase  in  dividend  has 
risen  solely  from  the  natural  increase  of  a  very  or- 
dinary stream  of  traffic.     We  may  further  remark 
in  referrence  to  this  company,  that  its  shares    are 
now,  in  these  depressed  aud  almost  panic  stricken 
times,  selling  at  from  70  to  76  i»er  cent,   premium, 
the  £60  shares  selling  for  £85    to  £87  each.     All 
the  old  Companies,  whose  dividend  are   so   much 
dilated— Parliment  having  been  a  principal  cause 
and  agent  of  the  mischiet— by  their  numerous  aud 
complicated   engagements  iu    1845-6 — these,   the 
great  majority   of  railway   companies  have   now 
found  their  lowest  level  as  to  dividend.     Their  new 


lines  are  made,  their  onerous  engagements  are  in 
full  force  against  them.  Their  revenue  profits 
are  bearing  the  full  weight  of  the  oppressive  bur- 
dens in  years  gone  by  recklessly  cast  on  them. 
If  the  traffic  were  to  cease  increasing,  or  if  the 
companies  were  about  to  enter  on  new  undertak- 
ings, we  oould  not  hope  for  higher  dividends  ;^but 
it  is  perfectly  safe  to  foretell  that  the  traffic  will 
materially  increase — for  20  years  it  has  steadily 
and  largely  increased  and  since  January  of  this 
year  up  to  the  present  moment  it  has  increased  to 
the  extent  of  12  per  cent. — and  we  know  that  Par- 
liment, railway  Directors,  and  railway  Sharehold- 
ers are  now  all  pursming  the  policy  of  keeping  the 
companies  down  to  their  present  dimensions.  Par- 
liament has  pledged  itself  to  extend  reasonable 
protection  to  railway  companies,  to  discountenance 
competing  projects,  and  in  every  application  for  a 
new  line  to  take  such  a  general  review  of  the 
whole  question  as  will  efiectually  prevent  the  cre- 
ation of  such  numerous,  mad,  and  injurious 
schemes  as  those  of  1846-6.  Speculating  solici- 
lors,who  got  up  railway  projects  to  be  brought  ofi", 
and  in  nine  cases  out  of  ten  obtained  acts  which 
rendered  their  worthless  goods  saleable  at  high 
prices,  have  no  longer  a  locus  standi  and  Parlia- 
ment for  their  friend.  We  havo  good  reason  for 
believing  that  railway  Directors  generally  intend 
to  bo  satisfied  with  the  present  extent  of  property 
committed  to  their  charge,  and  the  feelings  of  the 
great  bi  idy  of  railway  Shareholders  on  the  sub- 
ject of  farther  extensions  are  well  known.  The 
Shareholders  have  sternly  set  their  faces  against 
extensions,  and  being  a  large  portion  of  the  pub- 
lic, they  are  slow  to  change.  Woe  to  the  board  of 
railway  directors  who,  in  ignorance  of  this  feeling 
amongst  Shareholders,  attempt  to  launch  out  on 
the  old  plan  of  extending  here,  there,  and  every- 
where. In  two  recent  cases,  two  separate  boards 
of  direction  stumbled  over  this  extension  block 
and  received  injuries  fatal  to  their  existence. 

Few  Directors  are,  in  the  present  day,  exten- 
sion men,  and  of  these  few  perhaps  there  is  now 
not  one  who  would  be  so  bold  as  to  act  on  his 
opinion,  and  project  lines  as  in  1845.  At  this 
moment  there  is  not  a  safer  nor  a  rarer  specula- 
tion for  a  professional  agitator  to  enter  upon  than 
to  opp  ose  Directors  who  put  forth  new  schemes. 
He  is  sure  to  have  the  support  of  the  Sharehold- 
ers, and  gain  a  victory.  Should  the  great  body 
of  railway  Proprietors,  the  railway  Directors,  and 
Parliament,  continue  for  only  five  years  in  the 
opinion  they  now  entertain  against  extensions, 
the  railway  dividends  by  the  end  of  that  time  will 
approximate  to  their  original  standard  of  large 
renumeration,  when  8  and  10  per  cent,  dividends 
and  80  and  100  per  ceut.  premiums  on  shares  were 
common.  The  war  may  continue  to  rage  for  years 
and  may  infiict  a  heavy  cost  on  the  nation,  yet 
railway  traffic  will  progress  and  railway  dividents 
improve,  if  railway  Proprietors  alone  be  true  to 
their  own  interests,  for  even  Directors  and  Parlia- 
ment— were  they  so  iucliued — are  powerless  to 
inflict  much  injury  on  railway  property,  provided 
railway  Proprietors  are  determined  to  protect  it. 
The  future  a<lditional  traffic  not  being  charged 
^ith  additional  preference  claims — the  inevitable 
consequence  of  extensions — about  60  per  cent,  of 
such  additional  traffic  will  fall  as  net  profit  on  the 
unprivileged  share  capitals  of  the  Ccmpauies; 
aud  it  is  important  to  bear  in  mind  that  these  un- 
privileged share  capitals  are  fixed,  and  amount  on 
the  average  to  only  about  half  of  the  whole  capi- 
tal spent. — HtrapatJi's  Londoi^  Railway  Journal. 


Michigan  Sonthcrn  Railroad; 

At  a  meeting  of  the  stockholders  of  the  Michi- 
gan Southern  and  Northern  Indiana  Railroad^ 
held  in  Adrian,  Mich.,  on  the  12th  instant,  the  fol- 
lowing named  gentlemen  were  chosen  Directors 
for  the  ensuing  year  :  John  B.  Jervis,  Edwin  C. 
Litchfield,  Wm.  Savage  ,  John  Stryker,  Hugh 
White,  Chas.  Butler,  James  Archibald,  Elisha  C. 
Litchfield  and  John  S.  Barry. 
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liAtrobe  and  Knig^bt'a,  Rul«  for  tli«  Eqaa- 
tloa  of  OradcS' 

The  formula  adopted,  for  the  equation  of  grades 
to  level  planes,  by  B.  H.  Latrobe  and  Jonathan 
Knights,  Esqis.,  engineers  of  the  Baltimore  and 
Ohio  Railroad,  is  as  follows  : 
R-fF 


62.8 


^equivalent  level  in  miles. 


R  and  F  being  respectively  the  rise  and  fall  of  the 
road  in  feet. 

We  have  beea  asked  to  &ivc  a  demonstration  of 
this  formula,  »»nd  of  the  data  upon  which  it  is  es- 
tablished. 

In  doing  so,  we  shall  reiterate  our  former  state- 
ments, to  the  effect  that  the  problem  of  the  equa- 
tion of  grades  depends  not  only  upon  their  dispo- 
sition and  direction  with  reference  to  heavy  traffic,  I  dentallv  b'jcajie  mislaid 


but  alio  upon  the  capacity  of  motire  power. 

The  formula  of  Messrs.  Latrobe  and  Knights  is 
empirical  in  its  nature,  and  is  adopted  only  for 
general  purposes  of  comparison.  The  results 
which  it  discloses,  and  which  are  sought  only  to 
show  the  relative  cost  of  power  as  compared  with 
a  level,  may  be  essentially  moditied  by  the  condi- 
tions of  the  traffic,  the  disposition  of  grades,  and 
of  the  power  employed  to  surmount  them. 

The  practical  application  of  this  formula  in- 
volves certain  assumptions.    One  is  that  the  en- 
gines shall  be  loaded  to  their  capacity  when  on  a 
level,  and  another  that  the  tonnage  shall  be  equal 
in  both  directions.     It  assumes  also  that  the  fric 
tion  of  each  ton  drawn  is  10  lbs.,  equal  to  one-half 
•f  the  gravity  of  one  ton  on  a  grade  of  52.8  feet, 
per  mile.     The  gravity  of  one  ton  on  a  grade  of 
62.8  feet  per  mile  being  20  lbs.,  and  the  whole 
resistance  30  lbs.,  it  follows  that  three  engin«s 
would  be  required  on  such  a  grade  to  do  the  work 
of  one  of  equal  power  on  a  level.     But  on  de- 
scending such  a  grade,  it  is  assumed   that  one 
engine  going  with  its  train  and  two  going  empty, 
would  cost  no  mure  than  one  engine  exerting  its 
full  power  on  a  level.     Consequently  the  disad- 
vantage of  such  it  grade  is  measured  by  the  cosl 
of  keeping  three  engines  going  one-half  of  the 
time,  and  the  cost  of  one  engine  for  the  other  half, 
equal  to  the  average  cost  of  maintaining  two  en- 
gines all  the  time.     By  this  result  a  rise  of  62.8 
feet  in  any  distance,  imposes  an  additional  expense 
equal  to  the  operation  of  one   mile   of  level. — 
Hence  the  formula, 

_X- =1  mile  additional  length  above  that  of  » 
62.8  * 

level  plane. 

To  show  how  the  results  derived  from  this  for- 
mula would  be  modified  by  conditions  of  traffic 
other  than  those  assumed,  the  case  of  the  Read- 
ing road  m;iv  be  cited.  This  road  has  a  descent 
of  606  feet  from  Mount  Carbon  to  tide  water ; 
which,  if  divided  by  62.8,  would  give  11)^  miles 
as  additional  length  beyond  the  actual  length  of 
the  road.  It  would  be  inferred  from  this  result 
that  this  road  labored  under  a  disadvantage,  by 
reason  of  its  inclination,  equal  to  the  coat  of  ope 
rating  11)^  additional  miles  of  road.  But,  on  the 
contrary,  inasmuch  as  the  ascending  trains  of 
empty  cars  are  of  but  one-third  the  average  weight 
•f  the  descending  loaded  trains,  this  inclination  is 
of  no  disadvantage  at  all,  as  the  saving  in  fuel  due 
to  the  descent  more  than  repays  the  additional 


of  G06  feet  would  operate  very  seriously  against 
the  capacity  of  the  road  probably  by  as  much  as 
25  additional  miles  of  level. 

We  have,  in  previous  discussions,  gone  over  the 
conditions  upon  which  the  effects  of  grades  are  to 
bo  estimated,  and  need  hardly  repeat  that  the  dis- 
position of  grades,  and  the  adaptation  of  power  for 
their  ascent,  have  the  most  intimate  relation  to 
their  economical  results. 

We  wish  in  this  connection  to  acknowledge  the 
kindness  of  Florentin  Pelletier,  Esq.,  engineer  in 
charge  of  the  Northern  (New  York)  Railroad,  for 
obtaining  for  us  from  the  working  profiles  of  his 
road,  the  following  authentic  and  business-like 
statement  of  its  physical  features.  Mr.  Pelletier's 
favor  wns  .'vrcived  several  weeks  since,  but  acci- 

We  should  be  glad  to 


Ascending  Grades. 

Grade  per  mile.     Feet.  Miles. 

26.4 11,300  

13.2 800 

11-61 400  • 

2.11 4,500  

.  -  :'        17,000  3.219 


Rise,  feet. 

66.6 

2.0 

.        .88 

-  -  1.8 

61.18 


Descending  Grade. 


receive  and  to  place  on  record  as  concise  and 
complete  exhibits  of  the  physical  charactciistics 
of  other  of  our  great  roads. 

TABLE    OF   GRADES — OGDENSBUROH   RAILROAD, 

From  Ogdensburgh  east  46.38  miles. 
Ascending  Grades, 
Grade  per  mile, 
Feet.  Feet. 

26.4 65,790 


21.12 1,000 

19 400 

16.84 666 

13.2 8,700 

12.67 600 

10.56 5,600 

7.92 9,600 

5.28 8,500 

4.86 3,800 

2.64 4,000 


Miles. 

10.566 
0.189 
0.075 
0.126 
1.647 
0.113 
1.060 
1.800 
1.610 
0.719 
0.769 

98.656  18.664 

Descending  Grades. 

Grades  per  mile, 

Feet.  Feet. 

26.4 36,000 

21.12 3,772 

19 3,900 

13.2  2,976 

10.56 3,000 

5.28 6,000 

1.37 v^  4,000 


radc  per  mile. 

Feet.            Miles.        Fall,  feet 

39.6 

.  140,700 

106.525 

31.68 

1,600 

9. 

30.78 

600 

3.6 

26.4 

.     4i300 

21.5 

24.81 

400 

1.88 

21.12 

4,200 

16.8 

16.84 

1,666 

6. 

13.2 

2,400 

6. 

10.66 

2,375 

4.75 

6,61 

2,000 

2.2 

4.76 

2,000 

1.8 

162,141         30.708        1127.68 
3.166  miles  level. 

3.219    "      ascending,  average  20.25  feet  p.  mile. 
30.708    "      descending,  average  36.72 

RESUME    OK    GRADES.  'x   -■'      . 

First  46.38  16.610  18.664  11.184 

Next  34.016  1.169  31.482  1.363 

Last    37.082  3,155  3.219  30.708 


117.478 


53.366 


43.266 


349.03 


Miles. 

Fall,  feet. 

6.818 

180.00 

.714 

16.09 

.738 

14.00 

.663 

7.44 

.568 

0.00 

.946 

6.00 

.757 

1.00 

11.104 


228.63 


68,647 
16.609  miles  level. 
11.104    "      descending  grade,   average   20.55 


20.934 
63.365  miles  ascending  grade,  with  a  total  rise 
of  1214.69  feet,  equal  22.76  feet  per  mile, 

43.255  miles  descending  grade,  with  a  total  fall 
of  1365.19  feet,  equal  31.56  feet  per  mile. 
Grade  at  Ogdensburgh,  238.5  feet  above  tide. 
"      "  Summit,         1154.5  "      . 

"       "  Rouse's  Point,    88.0  "      - 

Rise  from  Ogdensburg,  to  Summit,  80.4  miles, 
916  feet. 

Fall  from  Summit  to  Rouse's  Point,  37.08  miles, 
1066.55  feet. 

Total  descent  in  feet,  going  east,  1365.19. 
Average  for  117.48  miles,  11.62  feet  per  mile. 
Total  ascent  in  feet,  going  east,  12.14.69. 
Average  for  117.48  miles,  10.33  feet  per  mile  of 
road. 

Florevtin  Pelletier, 

Engineer  in  Charge. 

The  table  of  Curves  we  must  reserve  for  the 
present  for  want  of  room. 


feet  per  mile 

18.664  miles  ascending  grade,  average  18.70  feet 
per  mile. 

The  next  34.016  miles  to  summit,  going  east. 

Ascending  Grades. 


conaumplion  in  ascending  with  empty  cars.  Were 
the  direction  of  the  toima^  changed,  the  ascent 


Grade  per  mile.     Feet. 

26.4 143,106 

23.76 8,444 

22.7 4,400 

22.17 2,881 

21.12 2,500 

16.90 2,200 

16.84 300 

13.20 800 

5.28 2.100 


Miles. 


166,230 


Grade  per  mile.    Feet. 

8.13 3,900 

4.75 8,800 


34.128 

Descending  Grades. 

Miles. 


Rise,  feet. 

715.62 

88.00 

18.92 

10.00 

10.00 

7.04 

.90 

2.00 

2.10 

804.48 

Fall,  feet. 
6.01 
2.97 


1.363 


8.98 


•    7,200 
1.169  miles  level. 
31.482    "      ascending  average  26.66  feet  p.  mile. 
1.363    "      descending    "         6.58         " 

The  last  87,082  miles  from  summit  to  Rouse's 
Point. 


~  /:.'>;   Journal  ot    ilallroail  I>a'\v« 

WHEN  MAY    FORWARDING    MERCHA.NTS    BRING 

ACTIONS    IN    BEHALF    OF    THE  OWNERS 

OF  GOODS  DELIVERE*  TO  THEM  1 

The  law  upon  this  subject  will  appear  in  the 
following  late  decision  of  the  Supreme  Court  of 
Pennsylvania,  in  a  suit  between  Atkitis  <f.  Co., 
forwarders  of  Philadelphia,  and  the  Baltimore 
Steamboat  Co.: 

Knox,  J. — The  plaintiffs  below,  Atkins  &  Co., 
delivered  to  the  Baltimore  Steamboat  Company 
certain  goods,  which  they  promised  to  deliver  in 
good  order  to  the  Cumberland  Railroad  Company 
at  Baltimore,  to  forward  to  Messrs.  McKaig  & 
Agnew,  Cumberland,  who  were  agents  of  Atkins 
&Co. 

The  goods  were  damaged  whilst  in  the  custody 
of  the  steamboat  company,  by  their  negligence,  as 
established  by  the  verdict  of  the  jury. 

This  action  cf  assumpsit  is  brought  by  Atkins 
&  Co.,  for  the  use  of  the  legal  owners  of  the  goods, 
to  recover  the  damages  sustained ;  and  whether 
their  action  can  be  sustained,  as  brought,  is  the 
only  point  properly  raised  by  the  record  before  us. 
To  determine  this  question,  we  must  first  inquire 
into  the  manner  in  which  Atkins  &.  Co.  becamo 
possessed  of  the  goods,  and  the  extent  of  their  in- 
terest in  them. 

The  equitable  plaintiffs  in  the  action,  J.   Beal 

and  P.   McAnther  &  Co.,  are  merchants  of  Cin- 

( cinnati,  and  purchased  the  goods  in  question  in 
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the  city  of  New  York.  The  vendors  of  the  goods 
delivered  tbcuo  to  the  New  Jersey  Transportation 
Company,  to  be  forwarded  by  that  company  to 
Pbiladelpbia  and  from  thence  to  Cincinuaii,  the 
placfc  of  their  destination,  by  O'Connor's  Fiie 
Day  Line,  which  is  represented  in  Philrtdelphia  by 
Atkins  &  Co.,  the  plaintiffs  below. 

When  the  goods  arrived  in  Philadelphia,  Atkins 
&  Co.  received  them  from  the  New  Jersey  Trans- 
portation Company,  paying  to  that  company  their 
charges,  and  placed  them  in  the  bands  of  the  de- 
fendantB,  without  repayment,  upon  thfir  jigree- 
ment  to  deliver  the  goods  in  good  order  to  the 
Baltimore  Railroad  Couipaity,  Cor  the  purpose  of 
forwarding  to  Cincinnati,  there  to  be  delivered  to 
the  agents  of  Atkins  &  Co. 

By  receiving  the  goods  in  Philadelphia,  and 
paying  tho  freight  from  New  York,  Atkins  &  Co. 
certainly  obtained  an  interest  in  them,  subject,  of 
course,  to  the  general  proi»erty  of  the  owner,  but 
eood  as  iigainst  any  other  person,  and  even  supe- 
rior to  the  general  owner  upon  the  question  of 
possession  until  re-payment. 

If  the  defendants  had  complied  with  their  con- 
tract, and  delivered  the  gooils  to  the  Baltimore 
Railroad  Company,  they  would  again  have  been 
restored  to  the  actual  custody  of  the  plaintiffs, 
through  their  agents  at  Cumberland,  and  by  them 
forwarded  to  Pittsburgh,  where,  according  to  the 
evidence,  upon  delivery  on  board  of  a  steamboat, 
charges  of  every  description  would  have  been 
paid  to  the  plaintitis ;  but  from  Philadelphia  to 
Pittsburgh,  they  must  be  considered  in  the  light 
of  the  principal  carriers  using  the  defendant's 
company,  and  the  Baltimore  and  Ohio  Railroad 
Company  as  the  means  of  transporting  the  goods 
from  Philadelphia  to  Cumberland. 

At  the  time  of  the  injury  the  interest  of  the 
plaintiffs,  Atkins  &  Co.,  in  the  property,  was,  first, 
to  the  extent  of  the  advances  made  by  them  to 
the  New  Jersey  Transportation  Company ;  second, 
the  right  to  recc4ve  the  goods, at  Cumberland,  and 
transport  the  same  to  Cincinnati,  or  at  least  to 
Pittsburgh,  and  to  retain  the  possession  until  all 
charges  were  paid.  This  interest  gave  to  Atkins 
&  Co.  a  special  or  qualified  property  in  the  sub- 
ject matter  of  their  agreement  with  the  Baltimore 
Steamboat  Company  ,  and,  according  to  all  the 
authorities,  botli  in  £ngland  and  in  this  country, 
the  action  of  assumpsit  may  bo  maintained  in  the 
name  of  one  having  such  special  property. 

In  general,  a  mere  servant  or  agent  with  whom 
a  contract  is  expressed  to  be  made,  on  behalf  of 
another,  and  who  has  no  direct  beneficial  interest 
in  the  transaction,  cannot  support  an  action  there- 
on. But  when  an  agent  has  any  beneficial  interest 
in  the  performance  •f  the  contract,  as  for  com- 
mission, or  a  special  property  in  the  subject  mat- 
ter of  the  agreement,  he  may  support  an  action  in 
his  own  name  upon  the  contract,  as  in  the  case  of 
a  factor,  or  broker,  or  a  warehonseman,  or  carrier, 
or  a  policy  broker  whose  name  is  on  the  policy,  or 
the  captain  of  a  ship  for  freight.  Grow  va.  Dubois, 
(1st  T.  R.  112 ;)  Atkins  vs.  Amber,  (2  N.  0. 193;) 
Grant  vs.  Gauld ;  George  vs.  Clagget,  (7  T.  R. 
359 ;)  Johnson  vs.  Hudson, (11  East  180 ;)  Saddler 
vs.  Leigh,  (4  Comp.  195:  Park  an  Ins.  403;) 
Shields  vs.  Davis,  {T/uirnlon  65;)  Brown  vs. 
Hodgson,  (4  Lawlon  189).  There  is  nothing  in 
tho  case  of  Green  vs.  Clark,  (5  Denio  497,  and 
again  reported  in  13  Bar.  57,)  to  control  the  prin- 
ciples above  stated.  The  agreement  there  was  to 
deliver  the  property  to  the  consignee,  and  no 
freight  was  to  be  paid  by  the  consignor  until  the 
contract  had  been  executed  by  a  delivery  of  the 
property  as  directed.  Consequently,  there  was 
neither  property  nor  interest  in  the  plaintiffs  who 
were  merely  acting  as  agents  for  the  owners,  and 
appeared  as  such  upon  the  face  of  the  contract. 

The  question  as  to  the  extent  of  the  recovery, 
was  not  raised  in  the  court  below,  and  if  it  had 
been,  the  defendants  would  not  have  profited  by 
it.  The  whole  damages  were  properly  recovera- 
ble in  this  action,  particularly  as  the  owners  of  the 
general  property  were  partie-j  to  the  record  and 
are  precluded  from  further  claim. 
Judgment  afflrmed. 


CONSTRUCTION  OF  THE  C0NTH4CT  BETWEEN  A  I  poratioH.  This  they  Heglccted  to  do,  and  the 
STOCK  COMPANY  AND  ITS  SUBSCRIBERS.  I  plaintiff  uow  brings  tliis  actiou  to  rccovor  damagcs 

This  subject  has  lately  engaged  the  attention  j  for  this  neglect.     Held  by  the  court,  Campbell,  J., 

the  CISC  of  Minim  I '^^^'^^  ^'•^'™  being  no  privity  of  contract  between 
mc   case   oi   wanice   Uje  plaintiff  and  the  defendant,  the  plaintiff  could 


of  our   Superior  Court  in 

against  the  Uudtion  River  Railroad  Co. 

This  was  an  action  brought  to  recover  the  in- 
terest on  the  defendant's  subscription  to  seventy- 
five  shares  of  the  capit£ll  stock  of  the  company, 
from  the  15th  November,  1819,  to  the  15th  No- 
vember, 1851. 

By  the  terms  of  subscription  it  was  agreed  that 
application  should  be  made  to  the  Legislature  to 
authorize  a  limited  number  of  shares  of  stock  "to 
he  applied  to  the  paynunl  ofinJ^rcst,"  on  the  instal- 
ments paid  in  by  the  subscribers  on   the  stock, 


not  avail  himself  of  the  contract  between  the  de- 
fendant and  the  corporation. 

The  defendant  had  never  contracted  with  plain- 
tiff to  build  a  bridge  over  Seventieth  street. 
These  parties  were  strangers  to  each  other. 

The  plaintiff  should  have  fulfilled  his  contract 
with  the  corporation  so  far  as  practicable,  and  if 
they  did  not  furnish  the  requisite  facilities  for 
completing  the  work,  in  pursuance  of  the  contract, 


on 
until  income  should  be  realized  on  the  road,  the  j  they  would  bo  compelled  to  make  due  reparation, 
first  payment  of  interest  to  be  made  on  the  15th  j  MuxicirAL  subscrii'tio.njs. 

of  November,  1847,  and  semi-annually  thereafter,  i      m     c  n      *    <•  if  -i  .•       j 

at  the  rate  of  seven  per  cent.     The  Legislature  I      ^^'^  Supreme  Court  of  Missouri  has  sanctioned 
accordingly  passed  such  an  act,  on  the  application  {the   County   Court  subscriptions   to   the  Pacific 
of  the  company,  authorizing  the  issue  of  as  many  Railroad, 
additional  shares,  not  exceeding  ten  per  cent,  of       jhe  tax  laid  upon  the  people  for  carrjing  on 

the  original  slock,  as  might  be  necessary  to  enable  I ., .         ,      •,,      .  ,         i-    .   i.    .i     m 

°  .'         &  J  tins  work  will  not  now  be  fcubjccted  to  the  "  law  8 


the  company  to  provide  for  and  pay  interest  on 
the  instalments  paid  in  for  the  construction  of  the 
road,  until  it  should  be  completed,  and  be  put  in 
operation.  The  company  subsequently  issued 
stock  to  the  amount  of  four  per  cent,  of  its  capi- 
tal, and  from  the  proceeds  thereof  paid  the  plain- 
tiff th«  interest  due  on  his  instalments  up  to  the 
20th  of  November,  1849.  They  afterwards  offered 
to  pay,  and  did  pay  to  all  except  to  the  plaintiff, 
the  interest  subsequently  accruing,  in  stock.  The 
plaintiff  refused  to  receive  stock,  and  now  brings 
this  action  to  recover  the  interest  in  money.  The 
case  was  argued  on  a  demurrer,  and  a  judgment 
rendered  for  the  plaintiff  for  SI, 497  60,  the 
amount  claimed  in  the  complaint,  and  the  defend- 
ants apt>ealed. 

It  was  contended  upon  the  argument,  that  the 
case  turned  entirely  upon  the  proper  construction 
to  be  given  to  the  contract  between  the  plaintifi' 
and  the  company,  contained  in  the  subscription 
paper.  This  provided  that  the  interest  s  ould  be 
paid  until  income  should  be  realijted  from  tlie  road  ; 
and  it  was  contended  that  under  this  agreement 
interest  was  to  be  paid  only  until  income  should 
be  realized  from  any  portion  of  the  road,  not  until 
it  should  be  realized  from  the  whole  road.  Several 
other  points  were  raised  in  the  pleadings  and  ar- 
guments, but  the  opinion  of  the  court  turned  main- 
ly upon  this  point.  The  opinion  was  rendered  by 
Judge  Duer.  He  said  that  even  if  the  question 
turned  entirely  upon  the  crnstruction  of  the 
agreement,  the  plaintiff  would  probably  be  entitled 
to  recover.  Bat  the  act  of  the  Legislature  applied 
for  by  the  defendants  themselves,  removed  all 
doubt.  This  act,  which  constituted  a  part  of  the 
contract,  provided  that  the  company  were  to  issue 
as  many  shares,  not  exceeding  ten,  as  might  be 
necessary  to  enable  them  to  provide  for  and  pay 
interest  on  the  instalments  paid  in  for  the  con- 
struction of  the  road,  until  i^  should  be  completed 
and  put  in  ope^atiou.  This  act  was  passed  at  the 
request  of  the  defendants  themselves,  and  was  ac- 
cepted by  them,  and  they  would  be  bound  by  it 
as  a  part  of  their  agreement.  The  plaintifi'  there- 
fore, was  entitled  to  interest. 

The  judgment  was  aflSrmed,  with  leave^to  4fte 
defendant  to  make  an  application  at  special  term 
to  the  judge  before  whom  the  case  was  originally 
heard,  for  a  moderation  of  the  judgment,  which 
was,  by  mistake,  far  too  large  an  amojnt. 

STREET-GRADING PRIVITY     OF    CONTRACT. 

McDowan  against  T/ie  Hnison  River  Raclroad 
Company. — This  is  an  action  to  recover  damages 
of  the  defendants  for  not  arching  over  Seventieth 
street.  The  defendants  made  an  agreement  with 
the  corporation  to  arch  over  the  street  where  the 
rjiilroad  of  the  defendants  crossed  it.  The  plain- 
tiff subsequently  made  a  contract  with  the  cor- 
poration for  the  grading  of  the  street.  This  con- 
tract he  performed  until  he  came  to  Seventieth 
street,  when  he  stopped,  leaving  the  Hudson  River 
Railroad  Company  to  bridge  over  Seventieth  street 
in  accordance  with  their  agreement  with  the  cor- 


delay." 

A  CUAl.M  FOR  RAILROAD  DAMAGES  BY  A  SERVANT 

WHOSF,  FARE  HAD  BEEN   PAlU  CY  BIS 

EMPLOYER. 

Such  a  case  has  lately  been  tried  in  the  Supe- 
rior Court  before  Judge  Slosson. 

Thomas  McQuade  against  The  Eric  Railroad 
Covipany. — Plaintifi',  on  25th  February,  1853,  was 
in  the  smoking  car  of  a  train  going  from  New  York 
to  Dunkirk,  which  car  was  drawn  ofi  the  track  by 
a  car  used  as  a  baggage  car  which  was  in  front  of 
il.  Plaintiff  was  thrown  out  of  a  side  window. 
One  of  his  legs  was  broken,  and  he  was  otherwise 
seriously  injured.  The  hooks  which  attached  the 
baggage  and  the  smoking  cars  to  the  passenger 
cars  gave  way  and  the  otlicr  cars  passed  on  in 
sgtfety.  Plaintiff  alleged  that  the  injury  was 
caused  by  the  agents  of  the  company  taking  the 
baggage  car  (which  was  imperfect)  from  the  train 
and  substituting  a  freight  car,  into  which  the  bag- 
gage was  put ;  that  the  freight  car  was  unfit  for 
the  work,  and  consequently  ran  off  the  track, 
drawing  with  it  the  car  in  which  plaintiff  was. 
He  brings  suit  for  damages,  laid  at  §10,000.  The 
case  w;is  tricii  a  few  weeks  ago,  when  the  jury 
could  not  agree. 

Plaintiff  is  a  young  man.  He  was  engaged  at 
the  time  as  a  newsboy,  delivering  pajx'rs  «n  the 
route,  and  usually  remained  while  in  the  train  in 
the  smoking  room,  folding  p;ij>crs,  &c.  He  says 
that  he  paid  his  passage,  and  the  company  were 
bound  safely  to  transport  him. 

In  d«*fense,  it  was  said  that  plaintiff  had  not 
yaid  his  passage,  and  had  not,  in  consequence, 
any  right  in  the  train ;  and,  also,  that  there  was 
no  negligence.  In  reply  it  was  said  he  was  in  the 
employ  of  William  Seally,  a  regular  newsman,  who 
had  contracted  with  the  company  for  passage,  &c. 

The  jury  rendered  a  verdict  for  $3,000  in  favor 
of  plaintiff. 


Syracuse  and  Blnchamplon  Railroad. 

The  following  gentlemen  were  re-elected  Direc- 
tors of  the  Binghampton  Railroad  for  the  coming 
year:  B.  C.  Littlejohn,  H.  Murry,  0>wego;  H. 
White,  T.  B.  Fitch,  C.  T.  Longstreet,  J.  R.  Law- 
rence, Syracuse;  R.  Dunlap,  Jainesville;  Jede- 
diah  Bowber,  Israel  Boyce,  Henry  Stephens.  Au- 
gustus Carley,  Cortland  ;  D.  S.  Dickinson,  Hazard 
Lewis,  Binghampton,  The  following  officers  were 
also  elected  :  President,  Henry  Stevens ;  Vice 
Presideut,  Daniel  S.  Dickenson ;  Secretary,  Clin- 
ton F.  Paige ;  Treai.urer,  T.  B.  Fitch ;  Engineer 
and  Superintendent,  II.  B.  Gilbert.  Eight  miles 
of  track  are  laid,  and  the  whole  will  be  completed 
in  Si-ptember.  Through  the  Lackawana  and 
Western  railroad,  it  will  be  brought  into  immediate 
connection  v  ith  the  Pennsylvania  coal  fields,  and 
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will  at  once  cuter  upon  tho  important  work  of 
supplying  central  Ne\t;York  with  the  indispensable 
article  o(  fuel. 


Aoierican   Railroad  Journal. 

■^ r — ^— 

Saturday,  Jans  24,  1894. 

Slmre  anil  ffloney  Mat'I(et> 

The  stock  market  during  the  past  week  has 
touched  a  lower  figure  than  has  been  reached 
lor  the  liist  five  years.  On  Tuesday  Erie  sold  at 
GO ;  Central  95 ;  Michigan  Central  at  96,  and 
Readiiig  at  74^;^.  These  prices  show  a  falling  off 
from  20  to  35  per  cent,  from  the  highest  prices 
that  have  been  obtained.  Other  stocks  have  suf- 
fered in  a  nearly  equal  degree.  The  average  fall 
in  all  the  railroad  stocks  that  are  usually  upon 
the  market-will  probably  equal  15  per  cent,  from 
ordinary  j)rice3.  In  some  instances  bonds  well 
secured  have  suffered  an  almost  equal  decline. 

There  is  no  reason  why  the  stocks  instanced 
should  undergo  an  excessive  decline  from  any  dis- 
covered change  in  their  inherent  value.  The  fall 
is  due  to  the  peculiar  state  of  the  tinus :  ito  an  un- 
usual demand  for  money  in  nearly  everjr  depart- 
ment of  industry,  and  to  the  disturbing  influ- 
ences of  an  European  war.  There  is  uo  doubt 
that  the  calls  for  our  railroads  have  exceeded  the 
means  of  tho  country  applicable  to  such  works. 
The  case  has  been  aggravated  by  the  almost  en- 
tire cessation  of  investment  on  foreign  :  account. 
Foreign  capital  has  aided  very  largely  id  the  con- 
struction of  our  railroads,  leaving  the  domestic 
means  of  the  country  to  engage  in  other  enter- 
prises. The  supplies  of  the  former  havitjg  ceased 
the  whole  burden  has  been  thrown  upon  the  shoul- 
ders of  our  own  people.  The  deficient  supply  of 
money  of  course  brings  down  prices,  an^  to  this 
fact  is  mainly  to  be  attributed  the  present  de- 
pression. 

AVhile  the  revenues  of  English  railroads  show  a 
decided  increase  of  receipts  over  the  piast  year 
the  market  value  of  their  stocks  and  Securities 
shows  a  decline  of  liO  per  cent..  This  decline  is 
due  to  the  eflects  of  the  present  European  war. 
As  the  railway  investment  in  Great  DritaJn  is  fully 
equal  to  £300,000,000,  the  loss  consequent  upon 
the  war  in  the  depreciation  of  railroad  property 
alone  is  equal  to  £60,000,000  on  S300,000,000,  or 
twice  the  whole  estimated  cost  of  the  War.  Of 
course  the  actual,  is  not  so  great  as  the  apparent 
loss,  except  on  the  part  of  the  parties  who  arc 
compelled  to  sell.  The  influence  of  tho  t  'ar  upon 
the  value  of  securities  in  Great  Britain  h  ive  been 
felt  to  a  considerable  extent  by  the  rail  oads  of 
the  United  States.  As  far  as  our  country  belongs 
to  the  great  commercial  confederacy  w  lich  em- 
braces all  civilized  nations,  so  far  is  it  afT:cted  by 
thedi>turbed  or  disordered  condition  of  any  of  its 
members.  In  the  manner  stated  the  Uniteld^tates 
are  as  much  a  party  to  the  war  now  raging  in  Eu- 
rope as  are  those  actually  engaged  in  hostilities. 
An  European  war  necessarily  involves  a|l  Cbris- 
endom  in  its  results. 

Notwithstanding  the  depreciated  valu^  of  rail- 
road property,  the  earnings  of  these  w<|rks  are 
greatly  in  e.tcess  of  any  former  period,  and  of 
their  increased  cost.  The  !  Uowing  statqraeut  of 
earnings,  being  all  that  have  been  received  to 
date,  with  the  exception  of  one  or  two  mw  lini 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


II 
II 
II 


I. 


Atlantic  and  St.  Lawrence. . .  Maine 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .       " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .     Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taunton 
Boston  and  New  York  Central      " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .       " 

Worcester  and  Nashua " 

Western " 

Stonington R. 

Providence  and  Worcester.. .      " 

Canal Conn. 

Hartford  and  New  Haven ....      " 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie) . . , 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal 

Rensselaer  and  Saratoga 

Rutland  and  Washington 

Saratoga  and  Washington .... 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley Penn 

Erie  and  North  Eiist 

Harrisburgh  and  Lancaster. . . 
Philadelphia  and  Reading. . . . 
Philad.,  Wilmington  and  Bait. 


a 

I 

OS 


II 
II 


N.  Y, 
II 


150 
56 
72 
51 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
55 
69 
29 
52 
58 
42 
67 
20 
74 
45 
11 
77 
46 

165 
50 
40 
46 
72 

110 
60 
66 
61 
62 
65 
64 
91 

132 
69 
60 


.S 
'3 

3 


1,638,100 

824,863 


.a 


2,978,700 
1,043,540 


O  3 


1,073,673;  1,439.694 


1,366,500 

286,747 

1,649,278 

1,486,0001 

2,078,626 

3,016,634 

717,543 

600,000 


123,884 

341,100 

622,200 

nonij. 

720,900 


none. 


1,097,600  650,000 
2,486,000  2,429,100 
8,500,000;  3,500,000 
1,500,000 
392,000 


6,973,700 
2,036,140 
2,520,981 
1,469,384 
713.606 
2,640,217 
1,485,000 
3,002,094 


700,000 


II 

47 

II 

35 

II 

464 

II 

144 

II 

130 

II 

96 

II 

504 

II 

118 

II 

35 

II 

23 

II 

26 

<l 

60 

II 

41 

II 

82 

II 

39 

II 

96 

N.J. 

66 

II 

46 

II 

31 

II 

63 

Penn. 

56 

II 

20 

II 

36 

II 

96 

ti 

98 

1,830,0001 
4,076,974 
3,160,0001 
4,600,000; 

421,960, 
1,691,110| 
2,850,000i 
1,050,000, 
3,540,000* 

500,000 
1,159,228 
1,964,070 

250,0001 
2,233,9Sy 
1,140,000 


206,190 
150,000 
402,326 
6iK),541 
180,000 
286,363 
1,192,975 


651,214 
1,400,000 

673,500 

1,745,616 

6,577,467 

12,000,000 

1,600,000 


He 

!3  o 


% 


$  o 

o 


264,743 
177,003 
168,114 
208,669 
23,946 
160,538 
306,806 
287,768 
828,782 


132,546 


495,397 


1,467,600 

922,500 

2,350,000 


6,160,000  5,319,520 
467,700 


2,044,636 
4,111,316 
3,579,041 
4,860,764 
633,906 
1,802,244 
3,120,391 
6,208|  1,060,000 
191,500^  3,716,870 
none.  I  629,964 
953,370  2,221,068 
295,038'  2,293,534 
307,136 
3,207,818 
1.342,593 
9;953,268 


none. 
,139,615 
194,445 


658,861 
3,000,000 

926,000 

750,500 
2,121,110 

900,000 


879,636 


300,000  1,791,999 
500,000  1,400,000 
800,000  3,150,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,550,000 


872,000 


425,509 

687,000 

10,000,000 

3,740,616 

4,725,250 

1,876,148 

23,085,600 

1,679,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 

6,666,332 

6,000,000 


682,400 
400,000 


1,380,610 
2,596,488 
2,550,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 


24,003,866  33,070,863 
7, 046,3951 10,527 ,664 


977,463 

616,246 

10,773,823 

2,969.760 

206,000 

131,000 

26,000 

400,000 

940,000 

100,000 

700,000 

650,000 


6,102,936 

2,446,391 

33,859,423 

6,133.834 

633,598 

349,775 

774,495 

1,250,000 

1,832,945 


Leased  to 
Recently 


434,599 
803,024 
509,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,669 
188,442 

90,316 
374,897 
159,738 
244,323 
182,398 
1,625,224 
240,572 
291,417 


639,629 
329,041 
69,629 
114,410 
806,713 


"IT 

.5  w 
SI 


o 
u 

a, 

a 
v 

'> 


none 
none 


118,520 

80,053 
100,552|none 
6 

11,266 

79,669 
141,836 

65,266 
163,076 


I  none 

•  none 

8 

6 

6 

6 

8 

none 

none 

none 

266,539:  none 


51,613 


the  Vt.  Cjcnt, 
opened,  none 

jnone 

114.098i  6 
418,358 
226,639 
413,289 

26,412 
102,098 
310,876 
126,589 
214,633 

46,839 

35,214inone 
122,866:  none 

21,49»  8 

13,144none 


8 

6J 

7 

6 

4 

6 

8 

6 

7 


.a 

OQ 

O 

s 

•n 

P4 


81,807 
746,736 
110,892 
120,892 


294,269 
168,902 


428,173 


6 

7 

•  «  • 

6 

4 
10 

none 
none 


Recently  'opened 

267,561  116,966 
Recently  opened. 

opened. 


Recently 


76,760 

74,241 

4,318,962 

1,063,669 

681,445 

205,068 


480,137 

92,353 

Recently 

213,078 
Recently 

173,545 


89,360 

23,496 

1,800,181 

338,783 

324,494 

44,070 


329,67  7 1  Recently 


1,043,357  Recently 
1,693,711  225,162 
4,327,4'>''  1,388,385 
128,0001  1,220,326  149,941 
476,000!  3,245,720  603,942 
1,500,000  2,379,880  260,899 
1,265,143  118,617 
750,000  Recently 
1,702,523  265,827 
10,427,800  17,141,987'2,480,626 
2,399,1661  8,067,2861  868,038 


13,000 
713,227 


196,847 

46,072 

opened 

96,737 
opened 

136,017 

opened 

opened, 

116,706 

478,413 

79,252 

316,259 

124,740 

76,890 

opened. 

106,820 

1,261,987 

641,769 


7 

8 
none 

4 

none 
none 


none 
none 

7 
none 

4 
none 


none 


none 

•  •  •  • 

none 

8 
10 

7 
10 

3 

6 

8* 

7 

6 


83 
80 
41 
96 
24 
27 

104 
36 
49 
88 

1041 

12*1 
21 

9 

6 
92i 


90 

lOOf 

81i 

97 

40 

57 

80 

97  i 

90 

117 

57 

981 

•  •  •  • 

154 
61 
96 
70 
95 
65 
120 


85 

•  •  •  • 

40 
66 

66' 
130 


6U 

69 

44» 

28 

961 

13 

70 


30 
33 

>  •  •  • 

92 
148 

iai* 


126 
56 
74i 
741 
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Railway  Share  List, 

Compiled  from  the  latest  retums-'-correcUd  every  Wednesday — on  apar  valuation  of  $100. 


NAME  OF  COMPANY. 


Pennsylvauia  Central Penn. 

Philadelphia  and  Trenton " 

PennsylTaDia  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga.  . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Franlcfort " 

MaysviUe  and  Lexington " 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

HUlsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...     " 

Columbus  and  Xenia " 

EvansviUe  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaiue  " 
Indianopolis  and  Cincinnati . .  " 
Lafayette  and  Indianapolis. . .  " 
Madison,  Indianapolis  &  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central " 

Padflc Mo. 


260 

30 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


Oi 


9,768,156 


13,118,902 
1,650,000 


191 

1211 

1 101 

I  71 

60 

65 

93 

38 

88 

60 

80 

125 

38 

29 

65 


100 
147 
95 
135 
46 
61 
601 


40 
20 
36 
31 
37 
84 

i67 
67 


18; 


I  44 

154 
:  31 


131 

I  83 

I  90 

62 

,159 

I  72 


136 


92 
315 
282 
38 


769,000 
1,372,324 

685,000 
1,000,000 
1,357,778 
1,673,084 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,500,000 
4,000,000 
1,013,088 


586,887 


776,259 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

357,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 
'  310,666 


2,608,402 

900,000 

2,387,200 


1,750,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


o 

a 

3 
U4 


o  a 

O  3 

o  ^ 
H 


S)3 


St.* 

o 


o  ^ 
be  <S 

.£o 
fe  o 


5,000,000  13,600,000  l,943,827i    617,626 


o 

t-i 

a 

a 
o 


6,677,103 


22,254,338 
1,650,000 


173,867 
200,000 


503,006 
040,000 
409,150 
707,968 
120,000 
1,134,698 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,574 


2,033,420 
348,622 
413,673 


227,693 


500,000 
3,000,000 


418,18 
1,214 
163,000 


160,000 


400.000 


541,000 
850,000 
900,000 


1,142,200 
1,600,000 


408,200 


500,000 
650'666 


482,000 
1,000,000 
1,767,000 


2,450,000 


122,861 
254,876 

62,762 
210,052 
109,268 

89,776 
610,038 


In  prog. 

7,002,3%  1,000,717 
In  prog. 

3,465,879 


1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


986,074 
934,424 
278,739 


798,193  7 
216,237 i  8 
162,636;... 


72,870i  7 


74,113hone 
113,266:  7 


99,077'  10 
42,736  none 

12 

153,898  6 


609,711'  7 


636,608 
466,468 
149,960 


69,590   21,731 


129,396 


In  prSg. 
In  prog. 
In  prog. 
684,902 


173,642 


87,421 


In  prog.   

3,279,908j  432,682 


3,655,000  777,793 
2,000,000 


2,659,6531   321,793 

In  prog.     I 

925,000  ;Recently 
In  prog,     j 


In  prog. 
3,169,733 
1,866,000 
4,110,148 

In  prog. 


667,569 


640,618 


Recently 


800,000j 
26,000 


In  prog. 

1,310,062 
In  prog. 


71,636 


8 
9 


76,079 


44,250 


8 


267,278   10 


483,46412 


200,%7  . 
opened.    . 


352,133 


10 


113,401  ... 


opened. 


Recently  opened. 
314,434    168,612 
237,506 


10 


Recentlv  {opened. 

l,289,000i  l,869,932Recentryjopened. 

I opened.    ! . . . . 

616,4141  268,076!  10 
106,944|      71,446   4 


1,241,300  2,400,000 
663,100   1,353,019 


4,000,000|  4,600,000 


500,000  In  prog.        473,648!    286,152' 

3,741,5641  7,276,6161,200,9221  686,929  17 
3,977,663j  8,618,506 1,146,598    58S,816i     8 

Don        In  progr^.  Recently!  opened,  j . . .. 


97 


1021 
68 


77 

70 

40 

100 


60 

98 


126 


116 

ioi" 


63 
80 


46 

761 
88 


116 
66 


102t 
62 
76 


56 


111 


77i 

79 


107 


77J 


90 
76 


32 
108 


123 

116* 

97 


will  show  the  comparative  earnings  for  the  mouth 
of  May. 


1864. 
Hudson  River  Railroad  ....  S123,271 

Cleveland  and  Toledo 55,500 

Chicago  and  Rock  Island . .  .    109,279 
Milwaukie  and  Mississippi . .     42,000 

Ohio  and  Pennsylvania 81 ,238 

Michigan  Central 200,020 

Michigan  Southern 211 ,684 

Cleveland  and  Pittsburg 51,283 

Pennsyljcania  Railroad 297^137 

Baltimo-e  and  Ohio  do 366|514 

New  York  Central     do 61l|888 

New  Yo^k  and  Erie.. 489,b09 

New  YoJ-k  and  New  Haven . .     71,906 
Louisvi^e  and  Frankfort 20,408 


Totsa 


186S. 

$93,704 

27,000 

new. 

13,967 

47,870 

135,202 

148,325 

35,368 

195,072 

204,950 

862,997 

S350,142 

02,674 

16,706 


.$2,631,987    SI  ,693,977 
1,693,977 


Increj  ,se  at  56  per  cent. .  $937,961 

Such  Sgures  as  these  ouglit  certainly  to  main- 
tain pul  lie  confidence  in  the  value  of  our  railroads. 

The  cjntinued  stringency  in  the  money  market 
0{)eratei  very  heavy  upon  new  works.  There  is 
no  doub  i  that  it  will  be  much  more  difficult  for 
railroad  companies  to  negotiate  for  the  future 
than  foimcrly.  They  will  have  to  depend  now 
upon  do  mestic  means,  rather  than  foreign  loans. 

Cle^clana   and  Toledo  KM  Iroad. 

The  Cleveland  and  Toledo  Railroad  Company 
are  now  operating  both  their  lines  on  the  Lake 
Shore,  f  >r  through  business. 

The  blusiness  thus  far  for  1854,  without  the  ad- 
vantage most  of  the  time  of  both  tracks,  shows 
the  folio  rting  result ; 

1864.     -  1853. 

$40,682  $  6,228 

27,448 
44,856 
36,238. 
26,617 


January 

Febuary 46,562 


March . . 
April 
May  . 


Totd 


The  Work 

IVral 

dend  to 


,]r 


70,782 
73,082 
65,278 


$284,896  $151,384 

is  operated,  we  understand,   for  con- 
less  than  50  per  cent..     The   share  divi- 
de earned  at  present  is  on  $2,600,000. 

V  Ilea  «nd  BlDKhamtoii  Railroad. 

The  pircctors  of  the  Utica  and  Binghaiuton 

Railroad  have  decided  In  favor  of  the  line  called 
the  canafl  route,  via  Bouckville  and  Hamilton,  a 
length  or  72  92-100  miles.  The  estimated  cost'of 
this  is  $822,354  36,  or  an  average  per  mile  of 
$27,573:23,  which  includes  the  complete  furnish- 
ing of  tpe  road  and  stations.  There  were  two 
other  routes  designed,  one  via  Waterville  and 
Hamiltoti,  45  6-10  miles  long,  at  an  estimated 
cost  of  ^970,258  62,  averaging  per  mile  $29,780 
59;  and  *the  other,  via  Waterville,  leaving  ofl" Ham- 
ilton, 40i  95-100  miles,  called  the  swamp  route,  at 
an  estii^ated  cost  of  $888,098  72,  averaging  per 
mile  $30,073  46.  The  excess  of  expenditure  via 
Watervi|ie  and  Hamilton  over  the  canal  route  se- 
lected, ias  $147,9^  17,  and  the  excess  of  the 
swamp  i|oute  was  $65,744  37. 

I  _^ 

i      Maaaasas  Gap  Railroad. 

The  independent  line  from  Alexandria  to  Gaines- 
ville, thirty-four  miles,  and  the  Loudoun  branch 
to  Purcallville,  twenty-seven  miles,  are  under  con- 
tract. Purcellville  is  16  miles  from  Harper's 
Ferry,  a^d  forty-eight  from  Alexandria,  so  that 
the  last-jnamed  point  may  by  this  route  be  brought 
within  iinety-six  miles  of  Winchester — eighteen 
nearer  tnan  Baltimore.  The  Loudoun  and  Hamp- 
shire Road,  however,  will  effect  a  further  reduc- 
tion of[  fifteen  miles,  or  twenty-one  were  the 
Snickers  Gap  line  selected.  In  profile  and  align- 
ment, b|)th  roads  will  be  far  superior  to  the  Balti- 
more a^d  Ohio  road  east  of  the  Ferry,  with  its 
eighty-atx  foot  grade  and  curves  oC  four  hundred 
feet  r»^ns.— Winchester  Virginian. 
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Vbcb  of  Railroad*. 

lu  uo  part  of  the  worlil  <lo  railroads  have  so  pe- 
culiar an  adaptation  to  the  country  as  iu  America. 
This  fact  arises  from  tln^-  extent,  pro«lnctivenes.s 
and  strongly  marked  local  features  of  the  many 
geographieal  districts  wliich  exist  with  us  under 
cue  nationality.  To  that  intercourse  which  dc- 
velopes  the  wealth  of  a  country,  our  natural  ob- 
stacles interpose  but  comparatively  slijjht  resis- 
tance,— our  artificial  boundaries  none.  Bast  of 
the  Rocky  mountains  there  is  but  little  inpractica- 
.ble  ground,  and  still  less  that  is  unproductive. 
Nowhere,  therefore,  could  railroads  confer  more 
substantial  or  more  general  benclits. 

Railroads  stimulate  production  in  remote  dis- 
tricts, by  eiiualizing  the  prices  of  products  over 
large  areas.  By  their  certainty  and  celerity  they 
give  production  the  benefit  of  the  condition  of  the 
market,  making  the  acquisition  of  wealth  .system- 
atic and  not  accidental  The  Ohio  farmer,  acting 
upon  the  report  of  the  New  York  catt'e  market 
for  lo  day,  may  next  wevk  sec  his  own  sales  report- 
ed by  the  same  hand.  In  proportion  to  the  cer- 
tainty of  sale  can  the  owner  command  banking 
facilities  at  home,  and  thus  extend  his  operations 
without  submitting  to  financial  sacrifice 

On  the  other  hand  while  a  district  of  country  i.H 
inadequate  for  the  support  of  a  railroad  none  should 
be  built,  as  its  own  support  becomes  an  unproduc- 
tive tax  instead  of  a  profitable  premium.  It  is 
only  the  extremities  of  o<ir  system  however  which 
require  a  temporary  injunction  of  this  nature. 
The  benefits  of  railroads  are  almost  inversely  as 
their  cost,  a  plain  fact  which  should  [jrevent'over- 
construction.  Paddys  mistaken  faith  that  iico 
stoves,  of  an  economical  pattern,  would  save  all 
of  his  fuel,  is  alike  to  that  which  imposes  the  sup- 
port oi tiro  roads  upon  the  legitimate  business  of 
one. 

Railroads,  on  commanding  routes,  are  almost 
always  successful  if  well  managed.  North  and 
South  roads,  traversing  many  degrees  of  latitude, 
pay  from  the  variety  oi natural  products  which  they 
develope.  East  and  West  roads  pay,  if  any  thing, 
yet  better,  by  the  variety  of  social  pursuits  which 
they  accommodate.  The  distinctions  between 
commerce,  manufactures  and  a;^ricullure,  are  more 
clearly  defined  than  between  wheat  and  su^ar,  or 
pork  and  cotton.  In  other  words  diversity  of  nat- 
ural products  employs  fewer  railroads  than  a  di- 
versity of  social  pursuits. 

How  few  of  the  stereotyped  arguments  so  oflcn 
urged  in  England,  and  copied  here,  are  remem- 
bered in  the  presence  of  our  own  magnificent  and 
peculiar  system  of  railroads  !  The  "  conveyance 
of  the  public  troops,"  "  the  despatch  of  official 
documents,"  and  even  the  morg  rational  claim  to 
the  accommodation  of  metropolitan  occupation 
with  suburban  residence ,  are  all  incidental  but 
not  the  principal  advantages  of  American  rail- 
roads. We  make  our  railroads,  not  only  a  conven- 
ience but  a  lucessily.  By  their  aid  we  people 
states,  make  the  wilderness  bloom  with  fertility, 
the  mine  tremble  in  the  contest  for  its  hidden 
stores,  and  the  workshop  vocal  with  the  har- 
mony of  labor.  We  create  commerce,  form  so- 
ciety, and  control  events  by  the  help  of  rail- 
roads. 

While  railroads  create  wealth,  \i  is  no  reproach 
to  the  enterprise  of  our  times  that  it  has  enlisted 
chiefly  in  its  acquisition.    Our  country  is  new, 


and  at  no  time  can  we  realize  the  truth  so  strong- 
ly as  when  we  are  occupied  in  opening  our  res- 
ources. Setllemevf,  although  the  Jirsf,  is  not  the 
only  element  of  national  existence. 

Wealth  is  the  legitimate  object  of  present  effort. 
A  country  like  ours  can  never  be  civilized,  re- 
fined, and  far  advanced  in  the  application  of  the 
gicat  practical  principles  of  social  good,  without 
capital.  For  a  time  our  wealth  must  increase,  as 
it  now  does,  faster  than  o-ir  numbers.  While  we  re- 
nounce selfishness,  and  the  base  pursuit  of  gain 
for  ignoble  purposes — for  the  gratification  of  idle 
luxury,  tyrannical  ambition  and  corroding  pride, 
wo  should  accord  the  honor  justly  merited  by 
those  who  employ  the  nobleattributes  of  reason 
and  humanity  in  great  efforts  of  social  and  na 
tional  elevation.  With  the  just  and  ultimate  issue 
of  their  exertions  all  our  aspirations  of  mental, 
moral  and  physical  greatness  are  identified. 


DKR  has  for  a  long  time  catered  to  the  wants  and 
interests  of  both  railway  Companies  and  manu- 
facturers of  machinery  in  New  England.  We  hepe 
to  see  these  brokers  encouraged,  as  we  believe 
they  occasion  the  saving  of  much  time,  and  ex- 
pense to  all  parties  concerned. 


Atlantic 


fflachlnery  Coinmlsalou  Agencies. 

We  have  before  alluded  to  the  importance,  both 
to  manufacturers  and  consumers,  of  having  com- 
mission agencies  or  depots  established  at  various 
central  points  throughout  the  country  from  which 
pieces  of  machinery  and  all  kinds  of  lighter  equip- 
ment may  be  easily  distributed  and  where  orders 
for  any  thing  wanting  to  supply  deficiencies  in 
the  full  and  proper  equipment  of  a  road  may  be 
filled  at  once. 

Experience  proves  that  they  are  the  means  of 
saving  much  time  and  expense  to  the  managers 
of  roads  and  their  companies  and  time  too  which 
is  exceedingly  valuable  to  the  public.  For  a  man 
cannot  see  properly  to  the  management  of  a  road 
unless  he  bo  on  the  ground.  Frequent  journies  to 
large  cities  or  the  distant  manufactories  of  ma- 
chinery and  other  stock  by  the  managing  man 
must  necessarily  be  detrimental  to  the  interests 
of  his  company,  provided  his  services  are  of  any 
value  when  at  home.  The  business  which  he 
would  transact  during  his  absence  might  be  ac- 
complished by  other  parties,  better  perhaps,  than 
his  presence  at  home  could  be  dispensed  with, 
and  no  other  parties  could  probably  do  it  so  ef- 
ficiently as  tho.se  agents  who  make  it  their  exclus- 
ive business  to  attend  to  such  commissions. 

We  are  therefore  glad  to  see  such  agencies  in- 
creasing and  prospering.  It  is  evidence  that  their 
services  were  both  needed  and  desired.  Their 
warehouses  become  a  sort  of  fair  or  show-room 
when  purchasers  may  see  a  variety  of  patterns 
and  select  such  as  please  them  best.  They  are 
also  an  excellent  medium  for  introducing  people 
to  various  manufacturers  of  the  same  article  and 
diffusing  a  knowledge  of  the  qualities  and  prop- 
erties of  new  articles  of  use. 

This  movement  railway  furnishing  agencies, 
we  believe  commenced  in  New  York  where  it  has 
flourished  to  a  good  extent  and  now  it  is  rapidly 
extending  to  Western  Cities.  Here  we  have 
Mjessrs.  Buidhes  &  Bro.  Charles  T.  Gilbert  and 
Clark  &  Jesup,  names  all  familiar  o  rail- 
way men;  and  at  the  West,  E.  R.  T.  Armstrong 
in  Chicago  and  James  W.  Hooker  of  Buffalo. 

These  latter  arc  perhaps  the  best  points  of  dis- 
tribution in  the  west  for  such  articles  as  »re  re- 
quired by  railway  companies,  but  w0  think  Cin- 
cinnati and  Cleveland  would  well  support  others. 
In  Philadelphia  Mr.  0.  A.  Norris  is  also  in  the 
same  business  ;  and  in  Boston  Mr.  Charles  Stod- 


and   Paclflc  Rfttlroad.— <*  Extraor« 
dinarjr  Developinenta." 

A  Mr.  Corns.  Qlen  Peebles  is  out  in  an  expose  of 
the  proceedings  of  the  Atlantic  and  Pacific  Rail- 
road.    Tho  substance  9f  bis  charges  are  as  fol- 

low:-      V  .....-•-.--:    ::;  :vr  •:'-;  v^'f^-:: 

"  The  Atlantic  and  Pacific  Railroad  Com- 
pany "  never  had  any  legal  existence.  The  char- 
ter conferred  the  duty  of  opening  the  books  to 
eighteen  Commissioners,  the  majority  of  whom 
never  attended,  at  any  time,  when  the  stock  was 
subscribed  for.  The  subscriptions  were  therefore 
illegal.  This  irregularity,  however,  does  not  affect 
the  charter — it  being  competent  at  any  time  here- 
after, to  open  subscription  books,  and  effect  a 
legal  organization  under  it. 

Under  this  existence  of  facts,  no  man  who  has 
subscribed  for  stock  is  under  any  legal  obligation 
to  pay,  there  being  no  Company. 

Even  had  the  Commissioners  been  present  at 
the  opening  of  the  books,  it  is  evident  that  nine- 
teen-twentieths  of  the  subscriptions  were  mani- 
festly in  bad  faith ;  because,  upon  examining  the 
books,  it  will  be  found  that  such  a  proportion 
have  not  paid  the  assessments,  and  arc  totally 
irresponsible.  Seventy-four  millions  seven  hun- 
dred and  seventy-five  thousand  dollars  (S74,775,- 
000)  of  the  stock  being  taken  by  twelve  men,  the 
aggregate  of  whose  property,  real  and  personal, 
will  not  exceed  one  million.  There  are  of  $500,000 
and  over,  and  less  than  a  million,  sixteen  ;  and 
of  over  $100,000,  and  less  than  $500,000,  twenty- 
nine  ;  and  eighty-nine  $100,000  subscriptions. 

On  $25,000,000,  $25,000  is  all  that  has  been 
absolutely  paid  on  assessments  of  one-tenth  of  one 
per  cent.  Had  the  subscriptions  been  in  good 
faith,  $100,000  should  have  been  paid  on  that 
assessment.  On  the  second  call  of  a  quarter  of 
one  cent.,  due  20th  may,  there  should  have  been 
produced  $260,000,  but  it  is  believed  that  not 
$10,000  has  been  paid — showing  a  much  greater 
falling  off.  Thus,  in  the  aggregate,  not  to  exceed 
$40,000  has  been  paid  in.  In  this  amount  is  not 
included  an  amount  of  $10,000,  for  which  Mr. 
Walker  obtained  a  receipt  from  the  Secretary,  as 
thb  consideration  of  a  pretended  sale  of  "  a  right 
of  way  across  Sonora  and  Chihuahua,"  which  ho 
might  procure  from  Santa  Anna.  He  was  allowed 
that  amount  by  the  Executivs  Committee,  and  he 
transferred,  without  any  warrant  of  any  kind,  and 
after  the  parties  should  have  known  that  the  con- 
clusion of  the  Gadsden  Treaty  rendered  such  pre- 
tended right  simply  ridiculous. 

The  stockholders  of  a  million  and  over  are  as  fol- 
lows : — 

R.  J.  Walker .Ir... $10,000,000 

Anson  Jones 1,000,000 

Samuel  Waggener ^ 2,000,000 

Jeptha  Fowlkes 6.100,000 

S.  G.  Langdon 1,000,000 

Thos.  Jefferson  Green 7,000,000 

M. Hunt 6,000,000 

Robt.  Rose I,0(i0,000 

S.  E.  Church 1,000,000 

Selah  Chamberlain 1 ,000,000 

Stewart  Newell 1,000,000 

L.  S.  Chatfleld 39,676,000 


-..      ■■'  -  •'  $74,775,000 

The  subscribers  to  the  stock,  in  suras  of  less ' 
than  $1,000,000,  are  the  sama  in  kind  though  less 
in  degree. 

In  the  above  subscriptions  there  is  more  hum- 
bug and  less  money  than  can  be  found  on  any 
subscription  paper  on  the  face  of  the  earth. — 
Walker's  Texas  Central  Railroad  excepted.     The 
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real  and  personal  estate  to  uphold  nearly  $76,000,- 
000  of  this  stock,  will  not  amount  to  11,000,000 

There  are  not  probably,  says  Mr.  Peebles,  ex- 
ceeding S1,000,000  oibuna  fide  subscriptions  on 
the  stock  book,  nor  to  exceed  two  millions  of 
money  standing  behind  the  $100,000,000  subscrib- 
ed, and  even  the  few  who  subscribed  in  good 
faith,  are  turned  over  to  the  tender  mercies  of 
Walter,  King  and  Fowlkes,  by  a  self-created 
trust. 

In  organizing  the  Company,  it  wa*  sought  to 
give  it  an  odor  ©f  nationality,  and  to  thAt  end 
Southern  men  were  brought  in,  and  unfortunately 
amongst  them  the  Honorable  Robert  J 
Walker;  the  former  California  collector,  T.  But- 
ler King ;  and  the  broken  banker,  Jeptha  Fowl- 
kes. These  men,  by  extraordinary  activity  and 
hypocritical  subserviency,  got  themselves  placed 
on  the  executive  Committee,  which  was  composed 
of  six  members.  To  show  the  nefarious  uses 
made  of  the  trust  thus  reposed  in  them,  a  few  of 
the  resolutions  of  that  famous  Committee  are 
here  transcribed. 

November  5(h,  1853. — Mr.  Walker  submitted  a 
resolution  that  all  stockholders  holding  over 
S300,000  of  the  stock  of  the  Company  be  "  re- 
spectfully" i-equested  to  transfer  the 
excess  beyond  that  amount  to  the  Company,  and 
stated  that  unless  such  a  resolution  was  adopted 
he  would  retire  from  the  Company.  That  resolu- 
tion was  amended  by  inserting  $500,000  instead. 
And,  as  amended,  was  adopted.  Let  us  see  how 
far  Mr.  Walker  regarded  his  resolution  and  pious 
deolaration. 

Nor^mber  25<A. — On  motion  of  Mr.  Walker,  a 
Committee  consisting  of  Walker,  WoodhuU  and 
Bridge,  was  appointed,  with  power  to  accept  or 
reject  any  proposition  for  transferring  to  this  Com- 
pany any  grants  of  land  or  other  privileges  or 
rights  to  build  any  part  of  the  Atlantic  and  Pacif- 
ic Railroad  in  California,  Arkansas,  or  Mexican 
Territory. 

December  15/^.-Four  members  of  the  Committee, 
to  wit.  Walker,  Fowlkes,  Woodhull  and  Bridge, 
being  present.  Walker  proposed  and  offered  to  the 
Atlantic  and  Pacific  Railroad  Company,  "  all  my 
interest,  present  or  contingent,  in  any  railroad 
charter  or  lands  conceded  therewith  that  may  be 
obtained  by  me  fVom  the  government  of  Mexico, 
in  the  State  of  Chihuahua,  or  Senora,  a-ssigning 
only,  without  warranty  of  any  kind,  my  interest, 
present  or  prospective,  as  above  stated,  on  the 
following  terms : — 

ist.  The  payment  to  me  of  SIO.OOO,  cash. 
..  2d.  The  return  to  me  of  $500,000  of  full  paid 
stock  of  the  Central  Railroad  of  Texas,  in  case  I 
shall  have  paid  the  same  for  said  grant  and  char- 
ter, and  not  otherwise ;  or  the  assignment  to  me, 
at  the  option  of  the  Company,  of  $500,000  of  full 
paid  stock  of  the  Atlantic  and  Pacific  Railroad 
Company,  to  be  exercised,  and  carried  into  exe 
cution,  on  or  before  the  15th  January,  1855." 

Whereupon,   it  was  "  Resulted,  That  the   pre 
ceding  offer  of  R.  J.  Walker  be  accepted." 

"  Resolved,  That  the  Treasurer  of  the  Company 
be  directed  to  give  R.  J.  Walker  credit,  on  the 
books  of  the  Company,  for  the  said  sum  of  $10,- 
000." 

Walker  took  a  coj)y  of  these  resolutions  to  Mr. 
Leland,  the  Secretary,  (there  being  no  Treasurer,) 
and  demanded  a  receipt  of  payment  of  the  first 
assessment  on  his  $10,000,000  of  stock,  and, 
with  the  aid  of  Woodhull  andBridge,  finally  ob- 
tained such  a  receipt. 

''  It  would  bo  nonsense  to  suppose  that  Walker 
ever  had  such  a  charter  from  the  Government  of 
Mexico,  or  ever  expected  any  such.  He  knew 
that  at  that  very  moment  the  Gadsden  Treaty 
had  foreclosed  any  attempt  to  obtain  such  a  grant. 
It  was  a  sheer  contrivance  to  retain  his  $10,000,000 
of  stock,  without  paying  any  assessments  on 
it,  and  showing  his  receipt  to  defraud  and  seduce 
others  into  paying,  notwithstanding  his  harlot  vir- 
tue when  he  offered  his  $300,000  resolution. 

December  16/A. — Present,  Walker,  King,  Fowl- 
kes, and  Woodhull. 


"  Resolved,  That  Robert  J.  Walker,  T.  Butler 
King,  and  Jeptha  Fowlkes,  or  a  majority  of  them, 
be,  and  they  are  hereby  authorized,  to  submit  to 
the  Governor  of  the  State  of  Texas  a  proposition, 
on  such  terms  as  they  may  deem  best  for  con- 
structing, equipping  and  operating  the  Mississippi 
and  Pacific  Railroad,  as  authorized  by  the  act 
providing  for  the  construction  of  said  road,  pas.sed 
by  the  Legislature  of  the  State  of  Texas,  and  ap- 
provel  the  21st  December,  1853;  and  that  they 
be  also  authorized  to  contract  with  the  Governor 
of  said  State  for  building,  equipping  and  operating 
said  railroad,  on  such  terms  as  they  may  deem 
best  persuant  to  the  provisions  of  said  act;  and 
that  the  said  Walker,  King  and  Fowlkes,  or  a  ma- 
jority of  them,  be  further  authorized  to  i>erform 
all  the  acts,  and  give  all  the  guarantees  required 
by  said  law;  that  they,  or  a  majority  of  them,  be 
also  authorized  to  associate  with  them  in  said 
proposals,  contracts,  and  guarantees,  such  persons 
as  they  may  select;  and  that  they,  or  a  majority 
of  them,  be  authorized  to  organize  the  Company, 
under  said  law,  for  the  building,  equipping,  and 
operating  said  road,  and  electing  the  Directors 
thereof." 

"  Resolved,  That  all  the  rights,  privileges,  bene- 
fits and  advantages,  grants  and  donations,  accrued 
or  accruing  under  the  act  of  the  State  of 
Texas,  entitled  an  act  to  j»rovide  for  the  construc- 
tion of  the  Mississippi  and  Pacific  Railroad ;  and 
the  contracts  to  be  m.ide  for  the  building,  equip- 
ping, and  operating  the  same,  shall  inure  to,  and 
be  held  for  the  benefit  of  the  stockholders  of  the 
Atlantic  and  Pacific  Railroad,  as  designated,  and 
io  he  designated  by  the  ExecOtive  Committee  of 
said  Company,  including  all  rights  already  secured 
by  contracts  with  other  persons,  companies  or  as- 
sociations, as  authorized,  or  to  be  authorized  by 
said  Committee,  or  already  ratified  or  confirmed 
by  them." 

"  RcsoU-ed,  That  Robert  J.  Walker,  T.  Butler 
King  and  Jeptha  Fowlkes,  or  a  majority  of  them, 
be,  and  the  are  hereby  authorised  to  make  such 
arrangements  as  they,  or  a  majority  of  them,  may 
deem  best  for  the  purpose  of  securing  to  this  Com- 
pany the  charter  of  the  New  Orleans  and  Texas 
Railroad  Company,  and  such  other  charters,  grant- 
ed by  the  said  State  of  Texas,  as  they,  or  a  major- 
ity of  them,  may  deem  best  for  the  interests  of 
this  Company  ;  and  if  they  deem  necessary  for  or- 
ganizing the  same,  that  they,  or  majority  of  them, 
be,  and  they  are  hereby  constituted  the  general 
agents  of  the  Atlantic  and  Pacific  Railroad  Com- 
pany, with  full  and  plenary  powers  to  represent 
aiui  act  and  contract  for  tkem,  in  all  matters  and 
things  whatsoever,  connected  with  the  rights  and 
interests  of  this  Company." 

"  Resolted,  That  Robert  J.  Walker,  Jeptha 
Fowlkes  and  T.  Butler  King,  or  a  majority  of 
them,  be,  and  they  are  hereby  authorized  and 
empowered  too  issue  and  deliver  so  much  and  such 
portions  of  the  stock  of  this  Company,  as  they,  or 
a  majority  of  them,  may  deem  or  find  necessary 
to  fulfil  the  various  agreements  or  contracts,  and 
carry  out  the  powers  conferred  on  them  by  the 
resolutioiis  this  day  adopted." 


■  r.  -■ 
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Mr.  Bobert  J.  ijalker  is  now  President  of  the 
Atlantic  and  Pacifid  Railroad  Company,  Mr.  Chat- 
field  laving  jaW   otit  and   quitted  the  concern  ir 
disgud.     The  fact  that  Mr.  Walker   is  now   the 
movh  ig  spirit  in  IbQ  company   is  suflicicDt  to  de- 
stroy all  confidence  in  its  onject  or  management . 
We  n  grct  that  the  ycrsatile  talent  of  this  gentle- 
man should  have  been  turned  toward  our  railroad 
enter  )rises  where  it  can  only  be  exercised  for  mis- 
chief    If  we  arc  not  mistaken,  he  was  the  leading 
party  in  a  very  discrediUible   transaction  in   the 
sale  c  f  the  bonds  of  a  railroad  in  WiscouMn.     The 
bondi  I  were  negotiated  under  a   statement  which 
was  ijutircly    untruje,  while  the   iron   purchased 
with  .heir  proceed*  was  sold  without  ever  going 
aponUhc   company''s   line.     We  are  surprised  at 
the  afsurance  of  Mr.   Walker  in  ag»in  thrusting 
himsdlf  before  the  public,  knowing,  as  he  must, 
that  ^is  agency  in  tpc  above  affair  is  well  under- 


In  making  the  above  expose  Mr.  Peebles  clairaii 
to  have  been  influenced  entirely  by  disinterested 
motives;  his  object  being  to  shield  the  public 
from  being  imposed  upon.  We  do  not  think  there 
was  much  need  of  his  warning.  The  fact  that 
one-half  the  entire  stock  of  the  company  was  sub- 
scribed  by  Messrs.  Walker  and  Chatfield  was  suf- 
ficient evidence  of  the  character  of  the  scheme. 
A  railroad  to  the  Pacific  is  not  to  be  accomplished 
by  such  organizations  as  the  Atlantic  and  Pacific 
Railroad  Company. 

If  constructed  at  all,  by  pnpa/«  enterprize,  it 
must  be  taken  hold  of  by  men  possessing  the  en- 
tire confidence  of  the  monied  circles,  both  of  this 
country  and  Europe.  Private  enterprize  is  not 
going  to  take  up  the  project  at  present  without  the 
efficient  cooperation  of  the  general  government,     j 


stood)  If  he  has  ahy  influence  remaining,  or  be 
can  render  any  scrx'iice  to  the  railway  iuti-rcst  of 
this  qountry,  let  hith  spend  the  remainder  of  bis 
days  jn  endeavoring  to  resuscitate  the  Rock  River 
Valle|r  Union  Railroad,  and  in  m.aking  good  the 
pledges  he  gave  ip, reference  to  it.  Until  Ids 
agcnijy  in  the  abov^  transaction  is  satisfactorily 
explained  he  can,  «f  course,  aoomplisk  nothing, 
howdver  busily  he  <nay  employ  himself 

It  |s  proper  to  st^tc,  that  since  the  above  was  in 
type,  we  have  scenl  the  reply  of  Messrs.  Walker, 
Fowl  tes,  Woodhull;  and  King  to  the  pamphlet  of 
Mr.  l^eeblcs.  They  sUte  that  the  $10,000  allowed 
to  Mr.  Walker  was  to  co\cr  adninces  made  by  him 
for  tlie  purpose  df  obtaining  a  route  through 
Mexio.  If  80,  Mr.  Walker  is  the  victim  entitled 
to  coimmisseration,*  having  parted  with  $10,000 
good  money  for  a  cdrtiftcate  of  the  payment  of  an 
instalment  to  an  equal  amount  on  his  $10,000,000 
stock,  which  is  really  not  worth  the  paper  upon 
which  it  is  written.  The  Committee  appointed  to 
treat  with  Texas  was  simply  an  ordinary  executive 
Committee,  usual  in  similar  cases,  acting  in  behalf 
of  the  Company,  and  rendered  necessary  by  the 
large  number  of  Dii-ectors  scattered  over  the 
country. 

The  Committee  jalso  state  that  they  are  pro« 
grossing  rapidly  in  the  preliminary  operations  . 
that  a  numerous  aad  paying  subscription  to  the 
stock  of  the  Company  is  rapidly  taking  the  place 
of  the  bogiu  one ;  that  three  hundred  thousand 
dollars  have  been  raised  to  be  paid  lo  Texas  for 
the  lands  offered  by  th.at  State  to  a  Pacific  rail- 
road ;  that  contracts  have  been  made  for  the  first 
50  miles  of  the  line  in  Texas  ;  that  the  Company 
have  "  caused  to  be  made  an  instrumental  survey 
of  the  whole  of  the  road  through  Texas  to  the  Pa- 
cific, and  have  advanced  the  first  instalment  in 
cash  to  contractors,  and  will  commence  the  grading 
of  the  road  with  a  large  force,  in  the  county  of 
Harrison,  in  the  State  of  Texas,  on  the  Fourth  of 
July  next." 

In  conclusion,  th*  Committee  say — 

This  is  no  concern  got  up  by  us  for  the  purpOM 
of  stock-jobbing  or  s^>ecnl8tion.  We  have  sought 
no  aid  from  newspaper  puffs,  nor  have  we  made 
any  appeal  for  co|ngr<.&^ii»ual  appropriations  of 
land  or  money ;  bet  relying  upon  the  superior 
character  of  the  route,  the  munificent  grants  made 
by  Texas  of  12,800  acres  for  every  mile  of  the 
road,  and  subscription  by  the  people  throughout 
the  country,  we  shall  continue  to  devote  our  best 
energies  to  the  prosecution  and,  as  we  trust,  final 
completion  of  this  great  enterprise. 


1   a   -^  4tTt^«f 
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We  have  thus,  to  prevent  anj  possible  injury  to 
the  Compan; ,  condescended  to  refute  the  charges 
made  by  this  pamphleteer ;  but  having  traced,  as 
we  believe,  the  real  author  of  this  publication,  we 
shall,  when  the  evidence  is  complete,  impale  him 
before  the  public  as  a  cowardly  calumniator,  who, 
whilst  playing  the  part  ef  a  masked  assassin  of 
reputation,  endeavors  in  this  disguise,  to  escape 
the  responsibility  for  bis  crimes. 

This  "  masked  assassin  "  is  no  less  a  personage, 
we  presume,  than  the  Hon.  L.  S.  Chatfleld,  the 
former  President  of  the  Company,  between  whom 
and  the  present  President  no  good  will  appears  to 
exi.st. 

Without  questioning  the  motives  of  the  organi- 
zation of  the  Atlantic  and  Pacific  Railroad  Com- 
pany, we  feel  justified  in  saying  that,  to  us,  its 
objects  are  perfectly  chimerical,  when  its  means 
and  the  parties  concerned,  are  considered.  It  is 
one  of  those  bubbles  of  ephemeral  existence,  de- 
coying the  inexperienced,  without  accomplishing 
the  least  useful  end.  The  Company  will  get  no 
valuable  grant  from  Texas  even  if  it  gets  what  it 
expects.  It  is  an  organization  to  which  the  public 
will  not  pay  money  ats  an  investment ;  only  in 
hopes  of  making  a  "  speculation."  The  project  as 
coBStituted,  is  without  merit  and  without  basis. — 
The  President  is  a  visionary,  without  judgment  or 
capacity  for  his  place.  A  short  time  only  will  be 
necessary  to  bring  on  the  catastrophe,  the  magni- 
tude of  which  will  be  just  in  proportion  to  the 
amount  of  money  and  the  number  of  people  that 
can  be  roped  into  the  concern. 

Tbe  Erie  Canal« 

It  shakes  our  coufidence  in  humanity  to  witness 
the  treason  of  citizens  of  New  York,  who  misrepre- 
sent our  public  works,  and  deny  the  value  of  their 
services  to  our  state.  We  should  as  soon  enter- 
tain the  idea  of  closing  the  Hudson,  or  of 
blocking  the  entrance  to  our  harbor.  It  is  a  dense 
stupidity,  or  cupidity,  which  can  actuate  a  citizen 
of  New  York,  who  believes  that  the  genious  of 
Clinton  has  exercised  less  positive  and  essential 
influences  upon  the  destinies  of  our  state  than 
that  of  Columbus  upon  America.  Were  a  New 
.Yorker  to  assert  any  such  faith  abroad,hi8  citizen- 
ship would  be  doubted. 

The  State  of  New  York  has,  in  her  sovereign 
capacity,  constructed  a  system  of  canals,  upon  all 
of  which  no  more  than  the  cost  of  either  the  New 
York  Central  or  Erie  Railroads  has  been  exi)en- 
ded.  The  canals  are  operated  at  a  yearly  expense 
to  the  State,  of  less  than  one  half  of  what  cither 
of  the  roads  named  are  worked  by  their  individu- 
al owui.TS.  Suck  is  the  statement  of  what  the 
canals  have  cost,  and  of  what  it  cost  to  operate 
theia.  Now  let  us  look  at  their  employment  and 
its  renumeration.  They  move  five  times  the  actu- 
al tonnage  of  the  Erie  road,  (which  is  the  princi- 
pal freight  road  of  the  state.)  but  for  a  greater  av- 
erage distance,  the  niile  age  of  their  frieght  being 
more  than  ten  times  greater  than  upon  the  Erie 
road.  For  this  tenfold  movement,  the  whole 
charges  of  transportation,  including  tolls  and  the 
receipts  by  carriers,  are  less  than  three  times,  and 
but  little  more  than  twice  the  freight  receipts  of 
the  Erie  road  for  1863. 

It  needs  no  comment  upon  these  simple  facts  to 
show  the  value  of  our  state  canals  to  our  state 
trade.  It  would  provoke  contempt  to  suggest 
that  the  great  aggregates  of  surplas  production, 
the  legitimate  exchanges  which  sustain  the  for- 


eign commerce  of  New  York,  should  bo  made  de- 
pendent for  their  transit  upon  the  ascertained  and 
inferior  capacity  of  any  or  all  of  our  trunk  lines 
of  railroads.  To  misrepresent  or  disparage  the 
commercial  outlet  of  the  great  Lakes,  and  by 
those  too,  who  share  in  the  commercial  harvest, 
would  be  as  consistent  as  an  eifort  to  drain  those 
lakes  into  the  Mississippi  river,  or  into  Uudsoa's 
Bay. 

%Nor  can  it  be  urged  ihat  the  interests  embarked 
in  the  canal  and  the  railroad  are  conflicting.  Be- 
sides the  great  and  peculiar  passenger  revenue  of 
our  railroads,  fur  which  canals  cannot  compete  at 
all,  much  of  the  freight  of  the  former,  includes 
articles  not  suitable  for  canal  transportation ;  a 
larger  portion  is  carried  in  the  winter,  when  the 
canals  are  closed ;  while  much  the  greatest  portion 
of  railroad  freights  is  local,  and,  without  a  rail- 
road, would  never  have  gone  to  the  canal  by  rea- 
son of  the  cost  of  getting  to  it.  None  of  these 
arguments  are  assumptions,  they  are  tacts  of  the 
present  history  of  internal  commuuicatiuu  in  the 
state  of  New  York. 

A  railroad,  and  a  profitable  road  at  that,  is  one 
of  the  necessary  products  of  a  good  canal. 

The  canal  of  itself  aSbrds  peculiar  facilities,  be- 
yond the  ability  of  other  channels,  and,  for  that 
reason,  secure  from  competition.  The  very  cir- 
cumstance that  agricultural  production  xa  periodi- 
cal and  not  coctinuous,  shows  that  it  is  not  destin- 
ed for  immediate  cousumption.  Every  product 
which  appears  only  in  particular  seasons  must  be 
stored,  somewhere'  or  else  be  consumed  when  pro- 
duced. For  such  articles  of  transport,  celerity  of 
a  railroa<l  does  not  compensate  for  the  economy 
of  a  canal.  No  one  iiretends  that  the  canal  is  the 
proper  chanuel  for  valuable  manufactures,  animal 
products,  parcels  and  the  like  ;  these  are  suitable 
to  a  railroad.  But  for  the  staples  of  our  great  in- 
terior trade,  for  our  periodical  productions  of 
breadstufTs  and  provisions,  for  fuel  and  minerals, 
and  for  the  periodical  supplies  of  country  stores 
and  manufacturing  establishments ;  the  "  six 
months  stock"  of  groceries,  dry  goods  hardware, 
manufactured  iron,  and  other  similar  materials  of 
interior  commerce — the  canal  offers  the  best  con- 
veyance. 

It  is  the  difference  between  the  legitinate  of- 
fices of  canals  and  railro.vls  that  makes  them  na- 
turally advantageous.  The  railroad  carries  the 
merchant,  the  canal  his  property  ;  the  former  the 
invoice,  the  latter  the  goods.  By  this  discrimina- 
tion of  employment  one  sustains  the  other,  and 
promotes  the  activity  of  commerce.  It  is  iu  but 
very  few  instances  where  these  conditions  are 
changed.  A  heavy  coal  and  lumber  tra<le  are 
about  the  only  exceptions  to  the  general  princi- 
ple. If,  in  such  employment,  the  railroad  cars 
can  run  to  the  mines  or  lumber  depots  at  one  end 
©f  the  road,  and  to  tide  water  at  the  other,  rail- 
roads may  maintain  a  superiority  oTvjr  canals. 

Let  us  examine  what  canals  have  achieved, 
when  regarded  as  a  financial  enterprise  of  the 
state.  Upon  a  cost  of  upwards  of  S30,(XtO,000 
they  are  paying  full  7  per  cent,  annual  net  reven- 
ue, equal  to  9  per  cent,  on  the  whole  debt  of  the 
sute.  As  connected  with  the  state  finances,  they 
pay  one  million  dollars  yearly  into  the  treasury , 
above  the  interest  on  the  debt  created  on  their 
account,  and  by  that  amount  relieve  the  commun- 


government,  or  towards  the  extinction  of  the  pub- 
lic debt.      It  would  only  prejudice  the  interests 
of  other  states  to  contrast  the  condition  of  our^ 
public  enterprises  with  theirs.     We  shall  not  do 

it.      .:;:^' :•;.:■ -;:•/•;■;-.;■  ;•.  ,.:i,-  ;-v,:.--.r. 

It  is  the  supremacy  of  englightened  opinion  in 
our  state  which  sustains  our  canals  and  which 
will  command,  and  willingly  pay,  for  ther  enlarge- 
ment. We  might  as  well  forget  our  commercial 
position,  our  noble  Hudson  with  its  yet  noble  har- 
bor upon  the  sea,  and  our  continuous  and  capa- 
ciouswatcr  lines  upon  three  fourth  of  our  state  bor- 
ders, as  to  impair  the  usefulness  of  our  canals. 

Indifference  to  our  natural  and  artificial  copi- 
mercial  facilities  is  hard  to  excuse,  but  open  hos- 
tility against  the  elements  of  our  commercial  su- 
premacy, such  as  is  proclaimed  by  the  Evening 
Post  of  this  city,  ought  to  deprive  such  slan- 
derers of  all  right  of  participation  in  the  great 
fruits  of  our  improvements.  .  1 1  ,-.  ..     -  ./  . 


Trial    of    a 


Keiw    LncomotlTe 
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Engine    for 


The  first  engine  made  at  the  Canada  Works, 
Birkenhead,  was  subjected  to  atrial,  on  Monday, 
previous  to  shipment  for  the  Great  Canadian  Rail- 
way. The  engine,  which  is  the  first  locomotive 
engine  made  in  Birkenhead,  was  built  as  No.  1, 
and  each  successive  engine  will  be  numbered  on- 
ward. It  was  named  after  Lady  Elgin.  The  se- 
cond will  be  called  Lord  Elgin,  and  both  will  be 
despatched  by  the  steamship  Ottawa. 

The  railway  is  between  the  narrow  and  broad 
guages  in  width — viz,  6  feet  6  inches,  which  will 
make  the  carriages  more  commodious,  and  add 
greatly  to  the  steadiness  of  the  trains.  The  cy- 
li' ders  are  15  inches  diameter,  and  20  inches 
stroke,  with  driving  and  trailing  wheels,  the  latter 
6  feet  diameter,  and  the  leading  wheels  3  feet  6 
inches  diameter.  The  engine  is  tubular,  having 
178  tubes,  each  li  inch,  diameter,  which  is  equal 
to  872  feet  of  heating  surface.  In  the  fire-box 
the  heating  surface  is  equal  to  78  superficial  feet ; 
making  a  total  of  950  superficial  feet  of  beating 
surface.  The  American  principle  of  a  "spark 
catcher''  has  been  adopted,  as  the  steam  will  be 
generated  by  wood  fires,  which  throw  sparks  up 
the  cLimneys,  and  which  require  to  be  intercepted 
so,  as  not  to  damage  or  set  fire  to  the  forests 
through  which  the  engines  travel.  This  engine 
will  be  able  to  take  22  or  23  carriages  40  miles  an 
hour  The  principals  of  the  establishment  cele- 
brated the  event  by  dining  together  at  the  Wood- 
side  Hotel. 

The  land  in  which  tbo  Canada  Works  are  erect- 
ing, at  Birkenhead,  is  of  irregular  form,  and  the 
buildings  900  feet  long  by  36  feet  wide.  Mr.  Q. 
Harrison,  manager  of  the  engineering  department 
(formerly  a  resident  in  Birkenhead)'  arrived  « 
year  ago  from  Canada,  to  initiate  and  conduct 
these  works  for  Messrs.  Peto,  Betts,  Brassey  and 
Jackson.  The  progress  of  the  works  has  been 
most  rapid  in  ever  y  way,  as  within  a  year  they 
have  been  erected,  and  two  engines  built  and 
shipped. 

There  are  400  men  at  work  in  the  engineering 
department,  and  123  in  the  bridge-building  depart- 
ment, and  the  latter  is  to  be  considerably  increas- 
ed. Of  what  are  technically  termed  "pita."  or 
places  where  engines  are  built,  there  are  10,  and 
there  are  five  passenger  and  five  goods  engines  in 
course  of  construction.  The  works  are  able  to 
manufacture  40  per  year.  The  railway  will  re- 
quire for  its  own  uses  this  rate  of  manufacture  for 
the  next  seven  or  eight  years,  or  300  locomotive 
engines.  All  the  work,  except  the  tubes,  and 
some  smaller  matters,  is  made  on  the  premises  ; 
and  it  is  an  interesting  sight  to  see  a  place  which 
but  12  months  ago  was  a  piece  of  waste  land, 
covered  with  buildings  and  railways,  and  the 
ground  strewed  in  all  directions  with  boilers,  ten- 
ders, wheels,  enginb-frames,  and  the  other  parts  of 


ity  from  direct  taxation  for  the  yearly  support  of  locomotives.     There  are  two  modes  for  shipment 


•  ?r  i  -: : 


:^?.- 


AMERICAN    RAILROAD    JOURNAL. 


'•!T;*-Ti 


397 


of  the  engines  when  completed — one  by  water,  20 
feet  deep,  at  the  back  of  the  yard  ;  and  the  other 
by  the  do«k  railway,  which  runs  into  the  work- 
shops. 

On  the  opposite  side  of  the  yard  is  the  bridge 
department,  for  the  construction  of  the  great  tu- 
bmlar  bridge  to  cross  the  St.  Lawrence.  It  is 
making  in  a  shed  215  feet  long  by  48  feet  wide, 
and  one  span  of  155  feet  has  already  been  ship- 
ped. There  is  a  35  horse  power  high-pressure  en- 
gine in  this  shed.  In  this  department  the  iron  is 
delivered  by  railway,  and  the  plates  are  rolled, 
punched,  and  subjected  to  such  manupulations  as 
will  prepare  them  to  be  put  together  when  they 
arrive  out  in  Canada.  The  parts  are  so  numbered 
and  packed,  that  when  they  arrive  out  there  will 
be  no  difficulty  in  riveting  them  together. — Lon- 
don Mining  Jourunl. 


Alabama  and  Florida    Railroad. 

Report  of  the  Chief  Engineer. — Below  we  give 
and  abstract  of  the  report  of  the  Chief  Engineer 
of  this  road,  which  is  to  extend  from  Montgomery 
to  Pensacola. 

Estimate  for  the  Northern  Division. — The  North- 
ern Division,  extendinp  from  Montgomery  to  the 
summit  of  the  main  dividing  ridge  between  the 
Alabama  and  Escambia  rivers — 30  miles,  2741 
feet. 

Right  of  Way SIO.OOO  00 

Qrabbing   and   clearing,   graduation, 

masonry  and  bridging 279,417  50 

Superstructure 266,962  60 

Water  stations,  turnouts,  &c 25,800  00 


Total $572,180  10 

•  Middle  Division. — From  summit  above  mention- 
ed to  the  Florida  line — 84  miles,  1207  feet. 

Right  of  Way S5,0  jO  00 

Orubbing  and  clearing,  graduation, 

masonry  and  bridging 709,667  00 

Superstructure 718,231  26 

Water  stations,  turnouts,  dtc 28'000  Oq 


.;       Total ■.  ...Sl,460,898  25 

Southern  Division. —  From  Florida  line  to  Gulf 
of  Mexico  at  Pensacola. 

Rightof  Way $2,000  00 

Grubbing  and    clearing,  graduation, 

masonry  and  bridging 283,798  80 

Superstructure 377.017  76 

Water  sutions,  &c 19,000  00 


"^      Total $681,817  00 

Machine  shops,  engine  houses,  &c. . . .     60,000  66 

Engine  cars,  «fcc 262,600  00 

Engineering,      superintendence     and 

contingencies 200,000  00 

$612,600  00 
Grand  total 3,227,946  90 

Plan  of  construction. — The  road  bed  in  excavation 
to  be  eighteen  feet  wide  at  the  grade  line  :  slopes 
three-fourths  horizontal  to  one  foot  vertical,  ex 
cept  in  the  sandy  soil  near  Pensacola,  where  a 
slope  of  one  and  one-fourth  feet  horizontal  to  one 
foot  vertical  will  be  required.  Other  portions  of 
the  line  where  the  excavations  do  not  exceed  ten 
feet,  and  a  clay  soil  predominates,  a  slope  of  one 
and  one-half  to  one  will  be  adopted. 

On  embankments  the  road  will  be  twelve  foet 
wide  at  the  grade,  slopes  being  one  and  oue-half 
horizontal  to  one  foot  vertical.  Towns'  Lattice 
Bridge  will  be  adopted  on  eight  of  the  larger 
i>trcams  crossed ;  the  smaller  ones  will  be  passed 
by  the  use  of  trestle  work  of  the  inverted  ^  form 
founded  on  piles,  except  in  cases  where  high  em- 
bankments occur  where  the  necessary  drainage 
will  be  affected  by  means  of  brick  culvets,  there 
being  on  the  whole  line  a  great  scarcity  of  build- 
ing stone. 

The  plan  of  track  contemplated  consists  of 
cross-ties,  of  post  oak,  white  oak,  chesuut  or  pine, 
nine  teet  long  and  seven  inches  thick,  showing  a 
heart  face  of  seven  inches,  and  laid  two  feet  three 
inches  apart  from  the  centre  to  centre,  on  which 
»  T  rail,  weighing  ninety  tons  to  tbo  mile,  will  be 


laid  and  nailed  securely  down  with  hook  headed 
spikes  and  the  ends  of  the  bars  fastened  and  sup- 
ported by  a  wrought  iron  chair  of  approved  con- 
struction. 

General  Estimate  of  Business  of  the  Road,  first 
year  after  construction : 

40,000  passengers  at ....  S5  00 $200,000  00 

Mails,  per  mile 200  00 32,000  00 

20,000  bales  cotton ....      1  i:5 25,000  00 

20,000  way  bales  cotton         76 15,000  00 

50,000,000  feet  lurabtr.     2  50 125,000  00 

Coal  freights 106,25  >  00 

Other  down  freights 20,000  00 

Return  freights 50,000  00 


$583,250  00 
Deduct  for  expenses  40  per  cent 233,300  00 


■  $640,950  00 

or  nearly  eleven  per  cent,  on  its  cost. 

At  a  recent  meeting  of  the    Directors,   the   fol 
lowing  gentlemen  were   chosen  Directors   of  the 
Company,  viz. 

T.  J.  Judge,  C.  T.  Pollard,  Abner  McOehee 
William  Taylor,  T.  M.  Cowks,  Geo.  Goldlhwaite, 
Fleminfj  Freeman,  B.  S.  Bibb  and  Geo.  W.  Mat- 
thews. 


NortlfMrestern  (or  Parkeraburg)  Railroad  of 
Virginia. 

At  a  recent  annual  meeting  of  the  stockholders 
of  this  Company  the  President  submitted  the  third 
annual  report  of  the  directors.  We  are  pleased 
to  sec  that  this  document  bears  substantial  en- 
couragement of  the  early  completion  of  the  road 
The  whole  line  of  103  miles  is  in  progress  to  the 
extent  of  the  company's  ability.  The  entire  work 
is  expected  to  cost  $4,000,000,  and  while  only 
$500,000  of  this  are  already  paid  in  on  stock  sub- 
scriptions, the  Baltimore  and  Ohio  Company  and 
the  city  of  Baltimore  have  shown  their  confidence 
in  the  work  and  their  interest  in  its  completion  by 
the  guarantee  of  $2,500,000  of  the  Bonds  of  the 
North  Western  Company,  by  which  the  whole  is- 
sue has  been  sold  at  par.  From  the  character  of 
such  endorsers  we  are  certain  that  the  company 
have  submitted  to  no  sacrifice,  and  that  their  cap- 
ital account  will  represent  the  a'.tual  and  neces 
sary  cost  of  their  road. 

The  importance  of  the  Parkersburg  road  is 
identical  with  that  of  the  Baltimore  and  Ohio 
Apart  from  its  local  claims,  it  sustains  a  relation 
of  the  greatest  importance  to  the  railroad  system 
of  the  country.  ■'  "^ 

It  forms  part  of  the  shortest  route,  in  lineal  dis 
tance,  between  the  great  commercial  depot  of  the 
Ohio  Valley  and  tide  water.  As  such,  it  is  the 
true  prolongation  of  the  Baltimore  and  Ohio  road, 
and  occupies  the  necessary  route  by  which  the  prin- 
cipal business  of  that  road  must  meet  the  Ohio 
river.  It  is  about  the  same  distance  from  Balti 
more  to  Parkersburg  as  to  Wheeling,  while  Park- 
ersburg is  75  miles  below  Wheeling,  .and  by  that 
distance  nearer  Cincinnati,  by  way  of  the  Ohio 
river.  '.    .'-^^-Xi. "''.•.;;"■■";..':>•■  . 

The  counties  of  Preston,  Marion,  Harrison, 
Ritchie,  Taylor,  Doddridge,  Tyler,  Wood  and 
Wetzell,  contiguous  to  the  line  of  the  Northwestern 
road,  had  a  population,  in  1850,  of  over  sixty  five 
thousand  inhabitants.  The  opening  of  the  Balti- 
more and  Ohio  road  has  already  exercised  a  strong 
influence  in  favor  of  a  part  of  these  counties,  as 
well  as  others  of  similar  geographical  character- 
istics. 

The  success  of  the  Baltimore  and  Ohio  road, 
indicated  in  its  already  large  and  increasing  re- 


ceipts, will  form  an  additional  incentive  to  the 
completion  of  the  Parkersburg  road,  by  which  the 
latter  will  share  in  and  contribute  to  the  general 
prosperity  of  both.    \^'        .  ! 


Strike  on  like  Erl«  Railroad. 

There  has  been  a  $trike  by  nearly  all  the  engi- 
neers employed  on  three  divisions  of  the  Erie 
Railroad.  Their  diiference  with  the  Company 
will  be  sufficiently  shown  by  the  following  com- 
munication addressed  to  them,  through  their 
committee,  by  the  Sup«rintendent  of  the  road  : 
Neiv  Yoric  and  Krie  Railroail. 

Office  GIinrral  Slperinte.vde.vt,  ) 
New  York,  June  19th,  1854.      J 

At  a  meeting  of  the  Engineers  of  the  Eastern, 
Delaware  and  Susquehanna  Divisions  of  the  New 
York  and  Erie  Railroad,  to  deliberate  on  the  pro- 
per course  to  be  ado|3ted  in  regard  to  certain  rules 
and  regulations  prescribed  for  their  government 
in  the  running  and  management  of  the  trains,  and 
by  them  deemed  onerous  and  oppressive,  it  was 
resolved  that  John  Douohue,  William  Schrier  and 
John  C.  Meginnis  be  appointed  a  committee  to 
visit  the  Gfeneral  Superintendent  and  present  their 
views  and  a  written  statement  of  their  grievances. 

In  pursuance  of  the  above  resolution,  the  com- 
mittee submitted  said  statement,  and  requested 
me  to  give  my  interpretation  of  the  rules  com- 
plained of,  which  was  immediately  done.  Subse- 
quently, at  the  request  of  the  committee,  I  fur- 
nished it  in  writing,  the  same  having  been  givio 
verbally  on  the  first  interview.  The  following  ia 
a  copy  of  the  questions  propounded,  and  ai  swers 
given : 
"  To  John  Donohne,  William  Schrier,  and  John  C . 

Meginnis,  committee. 

Gentlemen  :  You  proposed  to  me  the  following 
questions : 

1.  How  do  you  explain  the  6th  and  6th  rule  of 
Supplementary  Instruction,  dated  May  6,  1854. 

The  6th  rule  simply  means  this,  that  the  engi- 
neer is  responsible  k>r  running  off  at  a  switch  at  a 
station  where  his  train  stops,  whether  he  shall  run 
off  before  or  after  receiving  a  signal  to  go  forward 
from  a  switchman  or  any  other  person. 

The  eneineer  is  expected  to  see  for  himself,  as 
to  the  position  of  the  switches,  and  take  no  per- 
son's authority  in  the  matter,  at  stations  where 
his  train  stops. 

The  engineer  is  in  no  manner  responsible  for 
running  off  at  a  switch  where  his  train  does  not 
stop;  whether  such  switch  is  lighted  or  not,  or 
whether  there  is  or  is  not  a  target,  or  whether  the 
target  is  right  or  wrong ;  nor  when  he  is  backing 
out  of  or  into  a  switch,  or  when  a  switch  is  turned 
wrong  after  having  been  seen  to  be  right. 

The  engineer  is  expected  to  reiwrt  all  switches 
which  he  finds  wrong,  and  the  absence  of  all  lighls 
at  switches  or  crot&ings,  where  usua'I}'  shown, 
which  I  understand  to  be  the  true  meaning  of  ibat 
portion  of  the  6th  rule,  as  you  will  see  by  rule  6  b, 
that  you  are  entirely  relieved  from  the  responsi- 
bility of  running  off  at  a  switch  where  you  do  net 
stop. 

2.  What  do  yon  understand  to  be  the  meaning 
of  rule  89,  referred  to  in  Supplementary  Instruc- 
tions of  May  15  1 

That  you  are  to  run  past  stations  where  your 
train  does  not  stop  at  a  much  reduced  rate  of 
speed,  and  to  haul  up  at  such  stations  where  by 
the  time  table  a  train  should  be  receiving  or  dis- 
charging passengers.  By  the  terui  'much  reduced 
rate  of  speed.'  1  shall  be  satisfied  by  your  running 
past  a  station  where  you  do  not  stop  at  such  a  rate 
of  speed  as  you  are  willing  to  hazard  on  your  own 
account,  we  reserving  the  right  in  this,  as  in  all 
cases,  to  decide  when  an  engineer  is  running 
recklessly.  But  the  simple  fact  that  you  do  run 
off  at  a  switch  at  a  station  where  you  do  not  stop 
will  not  of  itself  be  considered  an  evidence  of 
recklessness. 

We  expect  you  will  use  all  due  diligence  in 
naaking  time  on  the  road,  which  you  may  COQ- 
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ceive  consistent  with  pri^pcr  safety  to  yourself  or 
train,  and  you  will  be  fully  justified  in  taking  just 
such  reasonable  means  lo  ensure  safety  as  yon 
may  thinlc  proper,  lemeinberiiig  always  that  tlie 
road  must  be  run  safe  first,  and  fast  afterward ; 
this  you  will  not  consider  as  justifying  rou  in 
taking  such  an  advantage  of  the  same  as  to  lose 
hours  where  minutes  would  be  sufficient. 

3.  What  is  the  meaning  of  the  regulations  which 
provide  that  notices  shall  bo  given  of  all  dismissals 
to  each  division  superintendent  and  to  superin- 
tendents of  connecting  roads  7 

In  the  first  place  lit  me  say  that  no  arrangement 
has  been  made  nor  has  any  obligation  been  en- 
tered into  between  this  company  and  any  other 
company  not  to  engage  persons  who  have  been 
dismissed  from  other  roads.  All  persons  dis- 
missed from  the  road  are  entitled  to  receive  from 
the  officer  dismissing  them  a  full  and  true  state- 
ment of  the  cause  afsuch  dismissal,  the  timo  they 
have  served  the  company,  and  the  reputation 
they  have  heretofore  sustained,  all  particulars 
connected  therewith,  and  any  palliating  circum- 
stances there  may  be  in  the  case. 
Respectfully  yours, 

D.  C.  McCALLUM,  Geu'l.  Sup't. 

The  explanation  having  been  deemed  unsatis- 
factory, nearly  one  hundred  engineers  have  left 
the  employ  of  the  company. 

The  rule  of  the  company  complained  of  has 
been  in  operation  since  May  5th,  and  is  claimed 
by  the  compay  to  have  been  productive  of  the 
most  favorable  results.  Whenever  the  train  stops 
the  company  hold  the  engineer  responsible  for 
accidents. 

The  other  correspondence  between  the  officers 
and  the  engineers  expresses  a  regret  at  losing  so 
many  valuable  employees,  at  the  same  time  it 
adheres  to  the  necessity  of  the  rule  laid  down  and 
insists  firmly  upon  its  observance. 

The  company  have  been  put  to  much  incon- 
venience by  the  derangement  of  their  trains,  but 
we  learn  that  the  vacancies  created  are  being 
rapidly  filled. 

The  penalty  for  running  the  train  off  the  track 
at  stations  where  it  stops,  is  dismissal  from  the 
company's  service. 


The  expenses  of  the  previous  year  wore  S13G,-  these  hard  times,  the  road  is  being  built  as  an  in- 


158  57,  against  $186,622  63  this  year 

These  are  the  ordinary  expenses,  and  are  not 
inclusive  of  $37,048  88,  for  accidents,  renewals 
and  depreciations,  which  are  charged  under  the 
head  of  renewals,  and  are  to  be  deducted  from 
the  earnings  of  the  year. 

Including  the  new  subscriptions  of  the  last  year, 
the  capital  of  the  Company  is  $2,000,000,  of  which 
$1,610,935  is  paid  in,  which,  with  the  $1,600,000 
of  mortgage  bonds,  represents  the  cost  of  the  pro- 
perty of  the  Company.  Towanl  the  indebtedness 
$286,015  15  have  been  j>aid  during  the  year,  and 
$148,041  71  ejcpended  toward  the  lengthening 
of  side  tracks  and  construction  of  a  second 
track. 


vestment,  not  a  si>eculation,  and  is  being  carried 
forward  with  that  expedition  and  economy  that 
men  usually  observe  who  are  expending  their  own 
means. 


I 


Neifr  Jcraey  Central  Railroad. 

The  annual  report  of  the^Ccutral  Road  of  New 
Jersey  gives  the  annexed  statement  of  the  busi- 
ness of  the  Company  : 

RECEIPTS. 

Passengers $176,694  74 

Freight 178,739  64 

Mail 6,736  00 

Express 1,750  00 

Rents 338  00 

Miscellaneous 3,574  44 

$365,832  72 

EXPENSES. 

Running  Expenses $61,894  63 

Repairs  of  roads 16,119  23 

Repairs  of  cars,  engines 

&c 23,552  69 

Expense  account 6,616  09 

Miscellaneous  Expenses..       7,180  24    • 

Wood  consumed 30,68131 

Coal  consumed 13,819  22 

Ferry  expenses 36,869  41 

$186,622  63 


Balance  net  earnings 179,210  09 

The  receipts  of  the  previous  year  were   $260, 
899.     The  increase  of  the  present   year  was  divi- 
ded as  follows : 
In  passengers  receipts.  .$39,780  44  or  30  per  cent. 

In  freight  receipts 61,629  37  or  52  per  cent. 

In  other  receipts 3,513  91  or  44  per  cent. 

Total  increase $104,933  62  or  40  per  cent 


A  Coal  Rmllroad  to  Netv  York. 

We  give  in  another  column  the  first  annual  re- 
port of  the  Delaware,  Lackawanna  and  Western 
Railroad,  the  object  of  which  is  the  formation  of  a 
direct  line  of  railroad  in  connection  with  the  New 
Jersey  Central,  from  the  coal  fields  of  Pennsylva- 
nia to  New  York  city. 

Coal  has  now  become  the  most  important  agent 
in  the  domestic  economy  of  every  civilized  people. 
The  progress  of  national  wealth  and  the  expan.<<ion 
of  national  industry  is  measured  by  the  abundance 
or  scarcity  of  this  iirticle.  The  wealth  and  power 
of  Great  Britain  is  based  upon  coal.  The  rapid 
destruction  of  wood  in  this  country  is  rendering 
coal  equally  indispensible  to  ourselves.  To  New 
York,  the  commercial  capital  of  the  United  States, 
and  the  focal  point  of  its  vast  steam  marine,  an 
abundant  supply  of  fuel  is  daily  felt  to  be  more 
and  more  important.  A  constant  and  abundant 
supply  may  be  easily  had.  New  York  is  very 
nearly  as  conveniently  situated,  in  reference  to 
the  coal  fields,  as  Philadelphia.  I  bus  far  she  has 
been  entirely  cut  off  from  direct  connection  with 
them  during  the  winter  season.  To  remove  this 
isolation  is  the  object  of  the  above  road.  To 
render  it  adequate  to  its  objects  it  is  being  con- 
structed and  equipped  in  a  most  substantial 
manner,  with  a  double  track.  It  is  intended  to 
to  render  it  in  the  outset  fully  equal  in  capacity 
to  the  Reading.  The  road  will  probably  be  fully 
completed  within  a  year  from  the  present  time. 
The  above  road  will  go  into  operation  under 
the  most  favorable  auspices.  No  similar  work 
ever  commenced  business  with  so  large  a  traffic 
awaiting  its  opening.  Should  the  capacity  of 
the  road  be  sufiicient,  it  could  carry  two  million 
tons  at  the  same  rate  as  five  hundred  thousand. 
The  supply  and  demand  are  both  unlimited,  and 
the  latter  must,  for  an  indefinite  pcriotl,  exceed 
the  capacity  of  all  our  works  constructed  to 
meet  it. 

To  the  City  of  New  York,  and  to  the  poor  of 
the  city  in  particular,  we  regard  the  work  in  the 
light  of  the  greatest  possible  benefaction.  The 
closing  of  the  canals  by  ice  is  the  signal  for  put- 
ting up  the  price  of  coals,  which  in  mid  winter 
often  goes  100  per  cent,  above  the  summer  prices. 
With  a  railroad  capable  of  delivering  to  our  yard 
6,000  tons  daily  throughout  the  year,  the  supply 
will  be  uniform,  and  prices  rule  as  low  as  can  be 
afforded  with  a  fair  profit  to  the  carrier.  The  con- 
sumer will  then  be  relieved  from  the  burden  of 
speculation,  which  often  adds  quite  as  much  to 
the  price  as  the  cost  of  production. 

The  road  has  a  strong  hold  upon  the  confidence 
of  capitalists  as  a  paying  project,  and  money  is 
liberally  supplied  to  it  by  stockholders.    Even  in 


RalU-oaa  Depreciation  In  the  ITortlkerM      . 
Climate. 

The  past  winter  will  be  remembered  as  unusu- 
ally severe  for  railroad  operations.  Above  the 
43d  parallel  of  latitude  our  tracks  were  ice-bound 
for  most  of  the  winter,  and  breakages  of  rails, 
chairs,  axles,  tires  and  wheels  were  common. — 
On  the  Termont  Central  Railroad,  in  a  period  of 
two  months,  76  wrought  iron  tires  wore  burst  and 
broken ;  while  duri.ig  the  whole  winter  43  driving 
wheel  centers,  12  cranks,  and  24  connecting  rods, 
besides  a  large  number  of  axles,  were  also  broken. 
For  three  months  the  road  bed  was  frozen  as  hard 
as  a  rock,  and  hardly  a  train  run  through  without 
some  failure  of  machinery.  The  New  York  Cen- 
tral, during  the  same  time,  sufiered  severely. — 
Fifteen  axles  have  been  broken  in  one  week.  The 
tracks  suffered  proportionately. 

In  view  of  this  heavy  dopreci.ation  of  machine- 
ry and  necessary  damage  to  rails,  would  it  not  be 
a  measure  of  econonij-  for  such  roads  .as  the  Ver- 
mont Central,  to  lay  continuous  "  stringers,"  6 
inches  deep  under  their  rails  and  upon  the  tops 
of  the  sleepers.  We  believe  such  a  supci-structure 
would  preserve  the  necessary  elasticity  of  the 
tracks,  support  the  joints,  and  raise  the  rails  above 
the  dangerous  contact  with  frozen  ground.  We 
believe  that  the  additional  expenses  caused  by  the 
severe  cold  of  last  wiater,  would  have  been  suffi- 
cient to  have  underlaid  the  rails  for  the  whole 
length  of  the  Vermont  Central  Road,  and  with 
such  a  protection  the  results  of  that  season  would 
be  chiefly  averted  in  future. 

».i  *;■-.'■•'•-•.■  s 

Rock  laiaud  Kxcursloui 
There  are  certain  steps  in  the  progress  of  our 
railroads  that  mark  great  events  in  the  history  of 
these  works.  One  of  these  was  the  opening  of  the 
Rock  Island  and  Chicago  Railro.-id  to  the  Missis- 
sippi river.  To  a  recent  date  this  great  water 
course  was  the  sole  channel  of  intercommunica- 
tion between  one  of  the  finest  and  most  productive 
portions  of  tho  Union,  and  our  commercial  and 
manufacturing  districts.  From  New  York,  the 
depot  of  western  produce,  to  Rock  Island,  the  dis- 
tance by  water  must  exceed  five  thousand  miles ; 
by  railroad  it  is  only  about  one  thousand.  By  the 
present  route  of  commerce  through  the  lakes  and 
the  Erie  canal,  the  distance  is  only  about  two 
thousand  miles — a  route  altogether  preferable  to 
that  by  way  of  New  Orleans,  in  cheapness,  time 
and  climate.  Commercially,  the  Upper  Missis- 
sippi is  no  longer  tributaiy  to  New  Orleans  and 
tho  Gulf  of  Mexico,  but  to  the  eastern  cities.  The 
Rock  Island  Railroad  therefore  has  achieved  a 
result  not  to  bo  measured  by  the  local  infiuences 
of  the  work.  It  unites  an  independent  system 
with  the  great  eastern  lines  of  improvement,  and 
its  completion  forms  an  era  in  the  commercial 
history  of  this  country  not  unlike  that  which 
marked  the  opening  of  the  Erie  canal. 

It  was  proper  to  commemorate  tho  completion 
of  such  a  work.  It  was,  in  addition,  a  politic 
measure.  The  west  and  her  railroads  must  be 
seen  to  be  appreciated,  the  north-west  in  partien> 
lar,  which  for  many  reasons  is  the  most  attractire 
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■    portion  of  it,  aud  which  has  consequently  shown  a 
more  magical  growth  tbau  any.     This  portion  of 
the  west  is  pouring  a  flood  of  commerce  and  trade 
to  the  eastern  cities.     For   the  accommodation  cf 
. .  this  trade  the  Kock  Island  and  Chicago  Railroad 
'     occupies  a  peculiarly  favorable  position.     It  is  the 
prolongation  of  the  great  Lake  Shore  Hue,  a  route 
to  oar  mind  identical  with  the  axis  of  the  com- 
mercial system  of  this  country.     Its  greal  receipts 
proves  the  value  of  its  position.     It  lias  been  built 
■  -with  extraordinary  diipatch  and  bids  fair  to  be  a 
most  usefal   work   both  to  its  owners  and   the 
public. 


RallroMd  Farck 

Virginia  has,  for  years,  borne  the  reproach  of 
charging  more  exorbitant  rates  of  fare  on  her  rail- 
roads than  the  States  either  North  or  South  of 
her.  The  traveler  passing  through  Georgia,  pays 
not  more  than  three  cents  per  mile ;  in  South  and 
North  Carolina  about  the  same.  Reaching  the 
Old  Dominion,  he  encounters  a  tariff  of  four  or 
five  cents.  Beyond  that  State,  he  again  finds  him- 
self where  three  cents  or  less  (per  mile)  will  pay 
bis  passage. — Bat  it  seems,  high  as  have  been  the 
charge  on  the  Virginia  roads  hitherto,  the  public 

-  are  to  be  cal.Vid  upon  to  suffer  a  still  further  impo- 
sition, in  traveling  through  that  state.  From  the 
Richmond  Enquirer  we  learn  that  the  fare  on  the 
Richmond  aud  Petersburg  road,  hitherto  five  cents 
per  mile,  is  hereafter  to  be  six — just  double  the 
rate  out  of  which  our  Georgia  roads  are  declaring 

.  their  handsome  dividents.  Those  of  our  readers 
who  know  something  about  railroad  management 
will  not  be  surprised  to  learn  that  the  road  above 
named  pays  poorly.  If  its  sapient  President  and 
Directors  would  press  the  figure  a  little  further, 
and  carry  up  their  charge  to  ten  cents,  it  would 
probably  pay  nothing.  True  policy,  both  as  re- 
gards the  interests  of  the  public  and  of  these  cor- 
porations themselves,  suggests  that  they  should 
rather  do  a  large  business  at  moderate  charges, 
than  do    little   at    exorbitant  rates. — Savannah 


Georgian. 


To  Railroad    Companies  and 
Contractors. 

FOR  SALE— Fifteen  second  hand  Locomotive 
Engines  of  various  sizes  and  describtions  and 
in  good  runiug  order  suitable  for  all  kinds  of  work. 
For  particulars  apply  to 

CLARK  &  JESUP, 
-  General  Railroad  Agents, 
•  -->>'■•  •  ■-•-        •  <    -  ■-  38  Exchange  Place. 

Also  Railroad  supplies  of  all  kinds,  4t25 


Frosser^s  Patent  Lap-Welded 
Iron  Boiler  Tubes. 

Tubes  screwed   together,   flush  on   lx>th  sides,   for   Artesian 
wefls,  Sic.    Fre«^joint  Tubes,  for  Core  Bars,  Awijing  Frames, 

Railings,  Leaders,  &.C. 

Pat*sut  Wrought  Iron  Blacksmiths'  Watbk-Tutebbs,  Wateb- 
Backs,  Etc 

Agents    for  Krcpp's  celebrated  Cast  Stbcl  for  Shafts, 
Kailwat  Axles,  Tires,  Platters'  Rollers,  Ac. 

p.  3. — All  Tools  nccessao'  fot   the  construction  or  keeping  in 
order  of  Tubular  Boilers 
8*tf  THOS.  PROSSER  &  SOX,  28  Plat  strcett,  N.  Y. 

SHANAHAN  &  LOEBER, 
181  ¥illlam-st, 

(1st  floor-Up  stairs,) 
1VE1V-¥0RK. 

manufactdrerT  op 
THEODOLITES,  TRANSITS,  LEVELS. 
Snrreyon'  Compasses,  Drawing  InstrDmeoti, 

Chains,  Scales,  Levelling  Rods,  4c.     lylO 

'    •?•     Sewall  &  Crebore 

OIVIL  ENGINEERS, 

ST.  PAUL   MlNfiSOTA. ;'     "^vV 

JOBIFH  S.  8IWAI.U  OOAA.  F«19.  tellOU. 


N.  York  and  s.  Haven  K.  li. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Commencing  Monday,  May  8, 1854. 


FBOM  NEW  TOBK.  TBAIBB 

— Accommodation  to  6.30  A.M. — I 

New  Uaven. 
Express  tor  Boston,|8.00  A.B1— 

stopping  at  Stara-j 

ford    and    BrHlgc-|6.15  A.M.— 

port 
—Special     for    Pon!8.15  A.M.— 

Chester. 
— Accommodatioo  for'9.35  A.M.— ' 

New  Uaveti.  ] 

Express    for   New] 

Haven,  stopping  at{ 

Stamford,  Norwalkil-07  P.M. 

and  Bridgeport 
— AcconimodatJoD  for! 

New  Havea  ! 

—Express  for  Boston,|4.00  P.M.— I 

stopping  at  N.  Ua- 

»ea  1400  P.M.— 

— Commutation  for  N. 


TO  NKW  VOBK. 

Special,  from  Pori 
Che:>ter. 

Commutation  fttxL 
New  Haven. 
Accoinuiodutioii  fiL 
New  llavcu. 
AccoMUiiudation  ta, 
New  Havea 
Express  ttata  Ne^« 
Haven,  Stopping  at 
Bridgejiort,      Nor- 
walk  aud  iStamford. 
BoBtoo       Express, 
stopping  at  Bridge- 
port, Norwalk  and 
Stamford. 
Special,  from  Port 
Chester. 

Accommodation  fin 
New  Haven. 
Boston  Express, 
stopping  at  Bridge- 
port, Norwalk  anti 
Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Sup't 
Neie  Haven,  Men/,  1864. 


TBAIKS 

7  A.  M. 


8  A.M.— 

9.10  A.M. 

11.30  A.M. 

3-00  P.M. 


4.00  P.M. 
6.00  P.M 


5.3S  P.M. 
6.30  P.M 


Haven. 
— Special 
Chester. 


for    Port 


9.30  P.M.- 


Siew  York  and  l<]rie  U.  U. 


Hi 


PASSENGER  TRAINS 

leave  Pier  foot  of  Duaoe  struct, 

as  foUows,  viz:  — 


BcFFALO  Express,  at  6  a.  m.  Ibr  Buffalo  direct,  without 
change  of  baggage  or  cars. 
Dunkirk  Esipresi*,  at  7.  a.  m.  for  Dunkirk. 

Hail,  at  SH  a.  m,  for  Dunkirk  and  Buffalo,  and  intermediate 
stations. 

Wat  Exprbss,  at  12 i|  p.  m.  for  Dunkirk. 
Rockland  Passengers,  at  3.  30  p.  m.,  (from  foot  of  Chamcrs 
Street)  via  PicmiiHit,  for  Sutiem  and  mtemiediatc  statioiLs. 

Wat  Passbmobb,  at  4  p.  m.,  for  Otisvillo,  and  intenncdiate 
stations. 

NiOHT  ExPBBSS,  at  6  p.  m.  for  Dunkirk  aud  BuflUa 

Emigrant  at  G  p.  in. 

On  Sundays  only  one  Express  Train — at  C  p.m. 

These  Express  Trains  connect  at  Buffiilo  with  flr^t-^lafis 
splendid  Steamers  on  Lake  Erie  for  all  ports  on  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  Shore  lloJIroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  Sui^t 


Railroad  Companies    and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborer* 
for  railroads  and  canal  work,  or  mechanicis 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  bo  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT. 
European,  American  EmpUnjmenl  Office, 
287  Broadway,  comer  Reade-st. 
8m*10     Under  the  Irving  House,  New  York. 

Steam  £ngine  and  Blowing 
Cylinders  for  lilast  Furnace 
for  Sale. 

A    STEAM  ENGINE,  20  inch  cylinder,  and  five  feet  stroke, 
JTjL  together  with   Blowing   Cylinder.-',  live  feet  diameter,  ami 
six  feet  stroke,  in  [wrfect  working  order,  tor  sale.    Apply  to 
EDW.  BECH  &  KUNHARDT,  62  Beaver  St., 
Or,  A.  TOWAR,  Agent  Pokeepeie  Iron  Works 

23tf  Pokeepsie,  N.  T. 


To  Chief  ICngiueers.    r 

A  Gentleman  wIk>  liax  had  irouie  Eight  years  K.\|)eri6iice  in 
construction  of  various  Kanteni  and  M  eeteni  it  ail  roads  des- 
ires a  situation  as  lU-sideiit  Kiiguiccr  ujmi  some  railway  ui  tha 
Cnlt<-d  Slate:'.  The  best  of  referencts  as  to  Cajmbiiity  and  El- 
ticieiicy  can  be  funiliihcd.  AddreasB.  care  of  Joliu  Palmer  £»]. 
East  Cambridge,  Mass.  17  tf 


.Notice  to  Contractors. 

PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  either  iu  whole 
or  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis- 
sissippi, about  97  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  next.  Proposals  for  the  entire  construc- 
tion and  equipment,  and  otherwise  as  favorable, 
will  have  preference.  Profiles  and  estimates  of 
the  first  60  miles  may  be  seen  on  application  at 
the  Engineer's  Office  in  Memi>hi.s.  Bidders  must 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

. -,  Chief  Engineer. 

May  4th,  1864.     '  ^  ;v' ; 


For  Sale. 

''pUE  ROSSIE  FURNACE  AND  FOUNDRY,  etc.,  St  Law 
J.  roiice  County,  N.  V. — Tliis  wcU  known  cstabU&hnieiil,  liav- 
uig  attached  to  it  a  large  ami  complete  Castui;,'  House  and  Ma- 
chine Shop,  with  ample  accominotiatiou:!  fiir  workmcii,  and  eve- 
ry conveiiieiK'e  Deceaeary  to  the  tlie  prosecution  of  an  exteiohxe 
biiKiiK^sti,  together  with  valuable  Iron  Minus  aud  Miiiuig  Rights, 
also  Tinilier  Lands,  is  ollered  tor  Kale  by  tlic  proprietor,  who  re- 
tires from  the  business.  The  ca|i«icity  of  the  Koesic  Furnace 
for  making  iron,  is  believed  to  be  uiisun^asKcd  by  any  charcoal 
Furnace  iu  the  coiintry,  having  reix-atedly  run  uji  to  Iburteen 
tons  i*r  day,  wiUi  65  to  tiO  |>er  cent,  yielil  from  ores— siiet'ular 
red  oxides— coal,  jK-r  ton,  100  bib-hel!*.  The  same  lias  t»een  in 
uuiutemipted  operation  for  over  twenty  yviu<-,  aud  llie  reputa- 
tion of  its  iron  is  e>4ablislKxl  througtiout  tiie  West  The  kicatitm 
of  these  work.-'  is  in  the  village  and  town  of  RoMsie,  county  of  St 
Lawrence,  N.  Y.,  six  ^lile^>  from  tlie  River  St  Lawrcjice,  and 
coiuiectod  therewith  by  a  plank  tvutd.  Tlieir  cost,  apart  from 
preniihes  and  water  power,  has  involved  an  expcoditure  of  over 
$100,UU0,  and  tlieir  |>reti«.-iit  efiicieiK-j',  in  every  ret-|Hx;t,  is  con- 
sidered Hiiexceptionabk*.  For  further  iiifonuutiuii  apply  to  D. 
W.  Baldwin,  Agent,  at  the  worlu,  or  to  tlie  undersigned. 

G.  PARISH. 
Ogdcnsburgh,  N.  Y.,  April,  1S53.  16,3in» 


SEYMOUR,  MORTON  &  CO.  GENERAL  E.R. 
AGENCY,  Office, Metiopolitan  Uank  Building. 
No  IIU  Broadway,  have  to  dispose  of  at  private 
sale,  iu  amounts  to  suit  persons  desiring  to  invest, 
the  following  Viiluablc  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years  J 
OEIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 

ing  interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

xMAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO    AND     HOCKING     VALLEY     R.R. 
STOCK 

SCIOTO  AND  TTOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  'J'JaVEHTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corjMi 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  MeCallum's  patent  ,' 
railroad  iron,  chairs,  sjiikes,  switeh  irons,  &.C.,  &c  . 

MONTREAL.  &.  N£W  YORK 

AND 

Plattsbur^h  and  Montreal 

RAILROADS. 

f^^Optn  through  from,  I-'luUsburgh  to  Montreed..^^ 

Passenger  Trains  leave  Montn>al  for  Plattsburg  at  6  SO  a.iii 
and  6  p.m.,  arrive  at  8  a.m,  and  7.30  p.m. 

Leave  Plattsburg  fur  Uoatreal  7.30  a.m.  and  4  p.m.,  arrive  a 
10  a.m.  and  6.S0  p.m. 

Trains  coiuiet  at  Montreal  with  Steamers  l<>r  Quebec,  and  the 
St  Lawrence  and  Atlantic  Railroad  fur  Sherbrooke  and  inter 
mediate  stalKjo. 

Trains  connect  at  Moocn  Junction  nitb  Northern  (Ogdens. 
borgb)  Railrtutd  for  Ogden^bargfa  and  Lake  Ontario  Steanicrs  for 
Lewisioo,  Niagara  falls  and  Upper  Canadia,  aud  all  jiorts  ou  t}i« 
Westeni  L:ikcs. 

Trains  connect  at  Platt^burgh  by  Steamer  to  Burtingtoo  witb 
Riitlaml  and  Rurliiigtiwi  Railroad  iumI  connecting  luies  for  tray, 
Albany,  New  York  and  Borton,  and  all  intennediate  Rtatiunr. 
Ako  with  Ktcainerf  for  Whitehall  to  the  Saratoga  and  Waabing- 
toii  Railroad,  and  connecting  liites  of  road  to  Troy,  Albany  and 
New  Yait 

Passengers  wiD  And  this  route  imeaquelled  for  comfor  and 
di.'S|>atcli,  and  attended  with  kn>t>f  atigiie  and  dely  than  any  other. 
It  i>i»iseR.<e8  moreover  the  a>l  vantage  of  a  short  Ferriage  of  only 
fifteen  minutes  a<-,rf>f«the  River  St  L:i»rcrioe  at  Caughiiauaga  , 
which  has  never  bees  known  to  fivcze.,  and  c««i  b«  conlklcst^ 
relied  ii|Min  at  all  seasons  of  Uie  y«ir. 

■S^Frieght  Tarins  run  daily  eai^li  way.  " 

For  particulars  see  Fricght  aud  Pasxcuger  Tari& 

Baooaob  checked  through. 

H.  W.  NELSON,  Superiotenlcrrt. 

Old  Railroad    Iron  For  Sale. 

ABOU'i  250  TONS,  mo-stly  »vholc  bars,  flat  iron 
of  superior  quality.  Deliverable  at  Ports- 
mouth Va.  as  fast  as  it  can  be  hauled.  Imme- 
diate offers  are  invited,  addressed  to 

L.  0.  B.  BRANCH,  President  R.  &  G.  R.  R. 

Releigh  N.  Carolina, 
None  but  the  accepted  offer  will  be  applied  to. 
St22 
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DIVIDEND  NOTICE.— Tho  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  lie  paid  on  and  after  thac  date  at 
the  office  of  the  undersigned  on  presentation  of  the 
proper  coupons,  viz : 

The  Bonds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Railroad 
Company  7  jxr  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,) 
issued  to  the  Cleveland,  Painesville  and  Ashtabula 
Railroad  Company  7  i)er  cents. 

Tho  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

Tho  Bonds  of  the  City  of  Pittsburg,  (Ponn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  tirst  Monday  of  May  next,)  G  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany Fir>t  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Com[>any  Mort- 
gage Bonds.  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  I?onds,  seven  pCr  cents. 

New  York,  April  29,  1854. 

WINSLOW,  LANIER  &  Co.,  No.  62  Wall-st. 

C.  Floyd- Jones., 

Divi.'iion  En^^inccr  3d  and  12th  DivUiona. 

Illinois  Central  Railroad. 

Vandalia,  10. 


Locomotive  Engines  for  Sale. 

ri"^WO  first  class  engines,  adapted  to  a  6  foot, 
JL  gauge,  22  tons  weight,  16  -|-  20  inch  Cylinders, 
and  b}^  and  6  feet  drivers,  built  by  one  of  the  best 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  ofiice  of  American  Railroad  J(>urn«]j 
9  Spnice-8t,,  up  stairs. 
Dec.  24- 


Passenger  Cars  for  Sale. 

TWO  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cjish  or  good 
paper.  Enquire  at  the  oflice  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  York,  Feb.  2l8t,  1854. 

Lyon's  Tables  of  Cubic  Con- 
tents, £tc. 

Those  valuable  tabksa  are  of  great  assistance  in  obtaining  the 
cubic  contents  of  excavations  and  embankments.  Table  1. 
giTe*  correct  mean  heights  of  cross  sections  with  either  two  or 
Uiree  cuttings  taken.  Table  2.  finds  the  cubic  contents,  having 
the  mean  heights  at  each  end  of  tho  section  to  be  calculated 
given.  These  tables  |>osse»s  advantages  in  being  applicable  to 
every  variety  of  bases  and  side  sk>pes.  Engineers  and  others 
may  obtain  them  by  application  at  tlie  American  Railroad  Jour- 
nal oflSce,  9  Spnice  Street,  New  York,  by  mail  or  otherwise.— 
Price  $1,50.  2l.tf 


Notice  to  Bridge  Bnilders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Works, 
of  the  Huntingdon  and  Broad  Top  Railroad. — 
Plans  and  specifications  will  be  exibited  at  the  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN,  Chief  Eng. 
Huntingdon,  May  6,  1854.  . 


EXTEf«S10N  OF  TIME. 

THE  period  for  receiving  proposals  for  the  Su- 
perstructure of  Bridges  and  Trestle  work  on 
the  Huntingdon  and  Broad  Top  Railroad,  has  been 
extended,  by  order  of  the  Board  of  Directors,  to 
Saturday  evening,  June  24th. 

S.  W.  MIFFLIN  Chief  Eng. 
Hantingdon,  Pa.,  June  7,  1854. 


To  Locomotive  Engine  Bnil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mi.ssissippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  3(M)  fint 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  witli  s'ated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  .i  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  nu'chanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  ])laning  ma- 
chines— lathes — boring  machines,  bhu-ksmith's 
tools,  &c.,  &.C.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  tlays.  The 
Buildings  cover  a  lot  300  feet  square  aiul  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  dejwt  of  the  New  Orleans, 
Oi)elousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  tiie 
manufacture  of  Locomotives  and  Railroad  wi)rk, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establislimcnt  and  prospect  of  remunerat- 
ing work  to  be  .secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from   responsible   parties  will   be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  ofl'er  favorable 
terms  and  arrangements. 
Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  01  Camp  Street, 
New  Orleans ; 
and  ftirther  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Popk,   Pine  Street,  New 
York.  

Locomotive  Engines. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4ft.  %}i  in.  pauga, 
made  by  one  of  the  most  celebrati-d  aiMl  extensive  builders 
in  Massachusetts,  aiid  ready  for  immediate  delivery.  These  en- 
gines are  admirably  ailapted  for  fast  travel  with  light  passenger 
trains  ;  weight.  13  tons,  wiUi  4  ft.  drivers,  with  k>ading  and  trail 
wheels  ;  cylinders  12,S  ia  by  20,  with  a  separate  cut-olf  valve. 
Can  t>e  examined  at  the  works  of  the  manufacturer.  Apply  to 
H.  V.  POOR,  Editor  Railroad  Journal,  9  Spruce  st.,  N.V.     19tf 

Boiler  and  Tank  IS i vets, 
Muts  and  Washer!!! ; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
BRIDGES  &  BROTHER, 

64  Courtland  St.,  N. 


N.  A.  Boynton^s 
VENTILATING  HEATER. 

"     PATENTED,  1853. 


BRICK.  ■^-  ;,.-■. 

FOUR  SIZES  FOR  BRICK  WORK. 
FIVE  SIZES  PORTABLE.    . 


Y. 


For  Sale,-- 


BT  th«  Baltimore  and  Ohio  Railroad  Company,  34  crnte  cars, 
adapted  to  liailroad  purposes,  whicli  will  bo  sold  at  a  nms- 
onable  price.    For  ftirther  information,  appiv  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 
Or  BRIDGES  &  BRO., 
19  tf  64  Courtlfuid  sL,  New  York, 

To  Civil  Engineers  and  Sur- 
veyors. 

'TRANSITS,  Level  and  Surveyors  Compasses  Manufactured  on 
-*-   the  moat  improved  principle  and  of  the  Best  ijuality 

by  THOMAS  HUNT, 
,       ■''■>.*■  No.  63  Fulton  Street, 

lyM*  New  York. 


PORTABLE.       L  .      , 

f        .     ■      ■■    % 

An   cnlirely  new    Article,   possessing  advantages 
.     v'ort'ky  the  attention  of  tlutse  in  toanl  of  a  Pow- 
trf  id  aud  Economical  Heater.       ,   I 

SIMPLE  in  construction,  compact  in  form,  and 
easily  managed  and  cleaned. 
Is  entirely  of  cast  iron  ;  has  but  two  joints,  and 
those  so  arranged,  .as  to  prevent   the   escape  of 
Gases  and  Smoke. 

The  FIRE  POT  is  lined,  the  radiating  scrface 
located  above  the  fire,  and  equally  exposed  on  all 
sides  to  the  action  of  the  cold  air. 

Can  be  set  in  low  cellars,  and,  by  the  attach- 
ment of  a  SELF-CLEARING  RADIATOR  is  especially 
fitted  for  the  use  of  Bituminous  Coal. 

Of  the  above  pattern  we  have  four  sizes,  to  be 
enclosed  in  brick-work,  and  five  sizes  of  portables, 
adapted  to  all  classes  of  buildings,  and  can  be  fur- 
nished at  a  less  price  than  any  other  beaters  of 
equal  capacity  in  present  use. 
Manufactured  .and  for  Sale,  Wholes.ale  and  Retail, 
By  CHILSON,  RICHARDSON  &  CO. 

874  Broadway,  New  York, 
Also  101  and  103  Blackstone-St.  Boston. 


Railroad  Iron,     v '"^ 

'  I  ■'UE  "  Montour  Iron  Company"  is  prepared  to  execute  or- 
A.  ders  for  Rails  of  the  usual  patterns  and  weighta,  and  of 
any  re<|uired  len^h  not  exceeding  30  feet  per  rail. 

Apply  to  TH08.  CHAMBERS, 

Septembefj  1850.     _., ;^.  _  ^     Preaident 
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Oavge  ut  Railroads. 

The  width  of  Gauge  best  adapted  to  economical 
transportation,  has  been  a  question  which  has  ex- 
cited a  ^vast  deal  of  discussion,  particularly  in 
England,  and  has  divided  Railroad  Engineers  into 
two  parties,  distinguished  by  the  terms  wide  and 
narrow  Gauge.  The  prevailing  gauge  was  adopted 
not  for  the  reason  that  4  feet  and  8i  inches,  was 
supposed  to  be  the  best  one  at  the  time,  but  be- 
cause it  corresponded  to  the  width  of  the  Coal 
tram  road  to  which  the  Railroad  succeeded.  It 
was  natural  therefore,  as  the  Railway  expanded 
into  a  mighty  system,  that  the  propriety  of  any 
plan  of  construction  arbitrarily,  or  accidentally 
adopted,  should  be  questioned  and  discussed ;  and 
no  question  in  Railroad  Engineering  has  excited 
so  much  discussion,  as  that  of  the  width  of  Gauge. 
The  extreme  limits  of  the  Gauge  advocated  in 
this'coontry  are  6  feet,  and  4  ft.  8i  in.  For  what 
we  propose  toaay,  it  is  not  necessary  to  recapitu- 
late the  arguments  in  favor  of  either,  as  the  great- 
est stickler  for  either  extreme  is  forced  to  admit, 
tlMt  the  T«la«  of  tb«  difference  Iwtween  tb«  two  Is 


far  outweighed  by  the  matter  of  convenience ;  or, 
in  other  words,  the  Qauge  question  is  no  longer  an 
open  one,  only  where  there  are  no  Railroads.  It 
is  universally  conceded  that  where  the  wide  gauge 
exists,  the  same  width  should  be  observed  in  new 
works,  and  vice  [versa,  where  the^narrow  Gauge 
prevails. 

With  such  a  rale  controlling  the  question  of 
Gauge,  the  propriety  of  which  will  not  be  chal- 
lenged, we  have  been  entirely  at  a  loss  to  account 
for  the  {adoption  of  the  6  foot  Gauge  on  the  Ohio 
and  Mississippi,  and  Louisville  and  Nashville  Rail- 
roads. All  the  lines  intersecting  the  former  will 
have  the  4  foot  S\  inches  Gauge;  those  intersect- 
ing the  latter,  5  feet;  Gauges,  which  must  entirely 
isolate  them  from  such  connecting  lines,  and  prove 
most  injurious,  if  not  fatal,  to  their  success. 

While  it  is  still  a  mooted  question  what  width  of 
Gauge  is  the  best,  no  onei  will  question  the  very 
great  importance  o^  uniformity.  A  break  of  Gauge 
may,  and  often  does  operate  to  check  almost  en- 
tirely the  movement  of  merchandise  on  any  par- 
ticular route.  The  expense  due  to  a  change  of 
freight  from  one  car  to  another,  is  variously  esti- 
mated as  equal  to  a  movement  of  from  50  to  100 


reaching  the  State  of  Illinois,  it  crosses  eight  im- 
portant lines  of  Railroad,  five  of  which  are  now  in 
active  operation.  It  is  from  the  district  traversed 
by  these  roads,  the  Ohio,  Mississippi  is  to  draw  its 
traffic.  Instead  of  building  a  road  to  accommo- 
date this  traffic,  it  has  taken  the  most  effectual 
course  to  repel  it.  Every  pound  of  freight  receiv- 
ed from  any  connecting  line,  must  break  bulk, 
even  if  received  within  ten  miles  from  its  first 
point  of  shipment.  The  injurious  effect  of  such  a 
break  is  strikingly  illustrated  by  the  direction 
which  the  freight  brought  to  the  line  of  the  Ohio 
and  Mississippi  by  the  Indianapolis  and  Cincinnati 
now  takes.  Did  the  Gauges  of  the  two  roads  cor- 
respond, all  this  freight  would  pass  over  the  Ohio 
and  Mississippi  Road  ;  as  it  is,  it  is  now  forwarded 
from  Lawrenceburgh  to  Cincinnati  by  water.  A 
large  number  of  passecgers  take  the  same  direc- 
tion. By  the  adoption  of  au  exotic  Gauge,  the 
Ohio  and  Mississippi  Road  has  failed  to  make  her- 
self a  part  of  a  trunk  line  to  Cincinnati,  for  the 
country  traversed  and  has  cut  herself  off  from 
her  very  best  source  of  business,  without  a  penny 
to  show  as  an  equivalent  for  the  loss. 

The  same  strain  of  remark  applies  to  the  rela- 
tions of  the  above  with  all  the  other  roads  it  cross* 


miles.  But  the  mere  cost  and  loss,  arising  from 
transhipment,  are  not  so  great,  probably  as  those  es.  The  evils  arising  from  the  break  of  Gauge  in 
arising  from  the  delay,  occasioned.  The  breaks  of,  each  case  are  the  same  in  kind,  <mly /esf  in  propor- 
Gauge  at  Erie  and  the  Pennsylvania  State  line  on  tion  to  the  distance  over  which  freight  and  pas- 
the  Lake  Shore  Road,  caused  immense  losses,  not  sengers  are  to  be  carried.  The  truth  is,  no  method 
only  in  transhipment,  but  in  the  destruction  of  could  have  been  devised  by  the  Ohio  and  Missis- 
property,  lu  fresh  meats  particularly,  the  loss  »ippi  Railroad,  so  calculated  to  drive  away  business 
was  enormous ;  whole  cargoes  of  such  freights  instead  of  attracting  it ;  of  exciting  the  ill  will  and 
becoming  putrid  before  reaching  New  York.  So  hostility  of  the  people  upon  its  line,  instead  of  their 
great  was  the  inconvenience  arising  from  the  above 'good  will.  The  result  probably  will  be  that  the 
breaks,  we  have  no  doubt  that  the  Lake  Shore  section  traversed  by  the  above  road,  aided  b^the 


line  alone  would  gladly  have  given  $500,000  to 
have  got  rid  of  them,  could  it  have  done  no  better. 
Here  is  a  practical  instance  of  the  evils  of  two 
Gauges,  and  one  which  will  always  be  repeated 
whenever  they  come  into  conflict. 

Let  us  see  how  the  break  of  Gauge  will  aflect 
the  value  of  the  Ohio  and  Mississippi  Railroad. 
Cincinnati  is  the  best  market  for  nearly  the  whole 


Railroads  of  the  narrow  Gauge.  Did  the  Gauge 
of  the  former  correspond  to  these,  it  would  consti- 
tuto  them  »  cwTeaient  trmh  to  CiaciiuMU.  Sefore 


various  and  powerful  Railroad  interests  which 
exist,  will  unite  upon  the  construction  of  a  new 
line  to  Cincinnati,  with  a  Guage  adapted  to  the 
route  traversed.  Already  are  various  roads  com- 
menced, with  narrow  Gauges  running  west,  from 
Cincinnati  the  greater  part  of  which,  probably 
never  would  have  been  proposed,  but  for  the  adop- 
tion of  the  wide  Guage  by  the  Ohio  and  Mississippi. 


of  Central  and  Southern  Indiana.  These  portions  of  A  double  mischief  is  the  result;  a  direct  loss  of 
the  State  are  now  covered  witii  a  net  work  of  trade  to  the  road,  and  in  the  end,  rival  lines  which 


must  divide  a  business  which  otherwise  might 
have  been  monopolised  by  the  former. 
A  aimilM-  riew  nwy  1>e  t«ke&  of  th«  ioipolicy  of  < 
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DIVIDEND  NOTICE.— Tho  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  ni-xt,  on  the  following  named 
securities,  will  lie  i)aid  on  and  after  thai  date  at 
the  oftioe  of  tho  undersigned  on  presentation  of  the 
proper  coupons,  viz : 

The  Doiids  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pitt.sl)urgh  Railroad 
Company  7  per  cents. 

The  Bunds  of  the  City  of  Cleveland,  (Ohio,) 
is.sui'd  to  tlie  leviland,  Painesville  and  Ashtabula 
Ilaih-.>ad  Conipaay  7  per  cents. 

Tiie  Bonds  of  the  City  of  Madison,  (Indiana') 
C  and  7  per  cents. 

Tho  Bonds  of  the  City  of  Pittsburg,  (Pcnn.,)  is- 
sued to  tiie  Allegheny  Valley  Railroad  Comi)any 
(payable  on  tin;  Jirst  Monday  of  May  next,)  0  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany Fir>t  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  pi-r  cents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds,  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Ilonds,  seven  [tin-  cents. 

New  York,  April  -".t,  1854. 

WIxNSLOW,  LANIER  &  Co.,  No.  62  Wall-st. 

C.  Floyd-Jones., 

Division  En;;inoc'r  3d  aiiU  I'Jtli  Diviitioim. 

iLLiKoidCKNTRAL  Railroad. 

Vandaiia,  IIL 


LocomotiYe  Engines  for  Sale. 

ri'^WO  first  cla.ss  engines,  adapted  to  a  5  foot, 
J.  gauge,  22  tons  weight,  16  -f-  20  inch  Cylinders, 
and  5 '2  and  6  feet  drivers,  built  by  one  of  the  best 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  recpiired  by  those  ordering  them.  En- 
quire at  the  office  of  American  Railroad  Journal, 
9  Spruce-st.,  uj)  stairs. 
Dec.  24 


Passenger  Cars  for  8ale. 

Two  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  tho  country,  for  the 
Baltimore  ami  Ohio  Railroad. 

The  above  i>r<'sents  a  rare  ojvportunity  to  any 
Railroad  Conii>any  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cjisli  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 04  Courtland  Street. 

New  York,  Feb.  21st,  1854. 

Lyon's  Tables  of  Cnbie  Con- 
tents, Ktc. 

Those  valunlile  tables  are  of  great  as«i!staiice  in  obtaining  the 
cubic  contents  i>(  cxcavatioiw  and  umbankments.  Table  1. 
eives  correct  mean  lieichtH  of  cross  sections  witli  either  two  or 
three  cuttings  taken.  Table  2.  tirnls  the  cubic  contents,  having 
the  mean  heighM  at  each  end  of  the  section  to  l>c  calculate'! 
yivca  These  tables  |ioss<'>s  advantages  in  t>cing  applicable  to 
every  variety  of  bases  aiKl  side  slopes.  Engineers  and  others 
may  obtain  thoni  by  application  at  the  American  Railroad  Jour- 
nal oflBce,  9  Sjinice  Street,  New  Vork,  bv  mail  or  otherwise. — 
Price  $1,50.  21. tf 


Notice  to  Bridge  Builders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Works, 
of  the  Huntingdon  and  Broad  Top  Railroad. — 
Plans  and  specifications  will  be  exibited  at  the  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN,  Chief  Eng. 
Huntingdon,  May  6,  1854. 


EXTENSION  OP  TIME. 

THE  period  for  receiving  proposals  for  the  Su- 
perstructure of  Bridges  and  Trestle  work  on 
the  Huntingdon  and  Broad  Top  Railroad,  has  been 
extended,  by  order  of  the  Board  of  Directors,  to 
Saturday  evening,  June  24th. 

S.  W.  MIFFLIN  Chief  Eng. 
Huntingdon,  Pa.,  June  7,  1854. 


To  Locomotive  En;?ine   Bnil- 
ders  and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  (>f 
years,  with  immediate  i)ossession,  the  splemliil 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  MOU  liit 
of  the  River,  with  whieh  it  is  eounecLed  by  line 
wharves  and  landings. 

The  buildings  are  of  briek,  with  slated  roofr^, 
ami  were  erected  in  18 18  at  a  very  heavy  cKjienso ; 
are  of  a  most  substantial  and  durable  eharaeter 
and  admirably  fitted  for  a  Fouiulry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  p*>weifnl  Engine  and 
Boiler  and  sufficient  machineiy,  say,  planing  ma 
chines — lathes — boring  machines,  blaeksinith's 
tools,  &c.,  &c.,  to  employ  100  moehaiiies,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  oOO  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  termiims  and  dejiot  of  the  New  Orleans, 
Opelousas  and  Great  Westorn  Railro.id  is  .-.lluated 
about  oOO  yards  from  the  above  jiroperty,  which 
coulii  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  otlered  for  lease  odors  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Re.sj)onsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establi.shment  and  prospect  of  remunerat- 
ing work  to  be  .secured  immediately  an;  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from    responsible    parties  will    be 
promptly  attended  to,  and  to  satisi'actoiy  parlies 
the  proprietors  of  the  Works  can  oiler  favorable" 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  Gl  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  B.^rstow  &  Pope,   Pine  Street,  New 
York. 

Locomotive  Engines. 

FOR  S.\LE,  two  Locomotive  Tank  Eiii:ine=,4n.  8'^  In.  pange, 
made  l)y  one  of  the  most  celebrated  and  e.\tensive  builders 
in  Massachusetts,  aiid  ready  for  immediate  deliver}'.  These  en- 
Kines  are  admirably  adnjited  for  fast  travel  wilh  liaht  pass<'ti;:cr 
trains  ;  weight  13  tons,  with  4  ft.  drivers,  with  leading  ;ind  trail 
wheels  ;  cylinders  VZ}i  in.  by  2(1,  with  a  separate  cnt-oU  vab.-. 
Can  bo  examined  at  the  works  of  the  niaimfactiircr  Applv  to 
H.  V.  POOR,  Editor  Railroad  Journal,  9  Spruce  ^t.,  N.Y.     l"9!f 

Boiler  and  Tank  liivets. 
Nuts  and  Wasliers ; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
BKIDGES  &  BROTHER, 

64  Courtland  St.,  N.  Y. 


N.  A.  Boynton's 
VENTILATING  HEATER. 

PATENTED,  1853. 


BRICK. 


FOUR  SIZES  FOR  BRICK  WORK. 
FIVE  SIZES  PORTABLE. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Kailroad  Company,  24  crate  cars, 
adapted  to  liallroail  puri>oses,  which  will  Ih' sol<l  at  a  reas- 
onable price.    For  further  infomiation,  applv  to 

fA.MUEL  J.  HAYES, 
'       M.  of  .M.,  Baltimore  an<l  Olii"  R.  R.  Co., 
Or  BRIDGES  A;  BltO., 
19  tf  &l  Courtland  si..  New  York, 

To  Civil  Engineers  and  Sur- 
veyors. 

^rRANSITS,  Level  and  Surveyors  Compas,scs  Manufactured  on 
1   th«  n.nat  improved  principle  and  of  the  Best  Quality 

by  THOMAS  HUNT, 


^   tho  most  i 


lylO* 


No.  63  Fulton  Street, 
yew  York. 


PORTABLE 


All  tatirchj  new  Article,  possessing  advantages 
v'oithy  titc  ntlcniinu  of  those  in  icanl  of  a  Pow- 
filul  auil  Economical  Heater. 

SIMPLE  in  construction,  compact  in  form,  and 
easily  managed  and  cleaned. 
Is  entirely  of  ca.st  iron  ;  has  but  tiro  joints,  and 
tlio.se  so  arranged,  as  to  prevent   the   escape   of 
Oases  and  Smoke. 

The  FIRE  POT  is  lined,  the  radiatino  schpace 
located  above  the  fire,  and  equally  exposed  on  all 
sides  to  the  action  of  the  cold  air. 

Can  be  set  in  tow  crttARs,  and,  by  the  attach- 
ment of  a  sKLF-ci.EARiNG  RADIATOR  is  especially 
litted  for  the  use  of  Bituminous  Coal. 

Of  the  above  pattern  we  have  four  sizes,  to  be 
enclosed  in  brick-work,  and  five  sizes  of  portables, 
ada])ted  to  all  cla.sscs  of  buildings,  and  canbefar- 
nished  at  a  less  j)rice  than  any  other  beaters  of 
equal  capacity  in  present  use. 

.Manufactured  and  for  Sale,  Wholesale  and  Retail,       1 
By  CHILSON,  RICHARDSON  &  CO. 

374  Broadway,  New  York, 
Also  101  and  103  Blackstone-St.  Boston. 

Uailroad  Iron. 

THE  "  Montour  Iron  Conipani"  is  prepared  to  execute  or- 
ders for  Rails  of  llie  usiuil   patterns  and  weights,  and  of 
any  re<inin'd  length  not  exceeding  30  feet  per  rail. 

Apply  to  TH08.  CHAMBERS, 

September,  1830.  President 
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A>'  '    -      .     .  Gange  of  Ratlroadc. 

The  width  of  Gauge  best  adapted  to  economical 
transportation,  has  been  a  question  which  has  ex- 
cited a  vast  deal  of  discussion,  particularly  in 
Eugland,  and  has  divided  Railroad  Engineers  into 
two  parties,  distinguished  by  the  terms  wide  and 
narrow  Gauge.     The  prevailing  gauge  was  adopted 
not  for  the  reason  that  4  feet  and  8j  inches,  was 
supposed  to  be  the  best  one  at  the  time,  bat  be- 
!?  cause  it  corresponded  to  the  width  of  the  Coal 
■  tram  road  to  which  the  Railroad  succeeded.    It 
was  natural  therefore,  as  the  Railway  expanded 
; ;  into  a  mighty  system,  that  the  propriety  of  any 
plan  of  construction  arbitrarily,  or  accidentally 
adopted,  should  be  questioned  and  discussed ;  and 
no  question  in  Railroad  Engineering  has  excited 
so  much  discussion,  as  that  of  the  width  of  Gauge. 
The  extreme  limits  of  the  Gauge  advocated  in 
this  country  are  6  feet,  and  4  ft.  8i  in.    For  what 
we  propose  to  say,  it  is  not  necessary  to  recapitu- 
late the  arguments  in  favor  of  either,  as  the  great- 
est stickler  for  either  extreme  is  forced  to  admit, 
that  tbe  yalae  of  the  diff«ren<x  between  tbe  twoia 


far  outweighed  by  the  matter  of  convenience ;  or, 
in  other  words,  the  Gaxige  question  is  no  longer  an 
open  one,  only  where  there  are  no  Railroads.  It 
is  universally  conceded  that  where  the  wide  gauge 
exists,  the  same  width  should  be  observed  in  new 
works,  and  vice  Iversa,  where  the^narrow  Gauge 
prevails.;     .  ' 

With  such  a  rale  controlling  the  question  of 
Gauge,  the  propriety  of  which  will  not  be  chal- 
lenged, we  have  been  entirely  at  a  loss  to  account 
for  the  fadoption  of  the  6  foot  Gauge  on  the  Ohio 
and  Mississippi,  and  Louisville  and  Nashville  Rail- 
roads. All  the  lines  intersecting  the  former  will 
have  the  4  foot  8J  inches  Gauge ;  those  intersect- 
ing the  latter,  5  feet;  Gauges,  which  must  entirely 
isolate  them  from  such  connecting  lines,  and  prove 
most  injurious,  if  not  fatal,  to  their  success. 

While  it  is  still  a  mooted  question  what  width  of 
Gauge  is  the  best,  no  one'  will  question  the  very 
great  importance  of  uniformity.  A  break  of  Gauge 
may,  and  often  does  operate  to  check  almost  en- 
tirely the  movement  of  merchandise  on  any  par- 


reaching  the  State  of  Illinois,  it  crosses  eight  im- 
portant lines  of  Railroad,  five  of  which  are  now  in 
active  operation.  It  is  from  the  district  traversed 
by  these  roads,  the  Ohio,  Mississippi  is  to  draw  its 
traffic.  Instead  of  building  a  road  to  accommo- 
date this  traffic,  it  has  taken  the  most  effectual 
course  to  repel  it.  Every  pound  of  freight  receiv- 
ed from  any  connecting  line,  must  break  bulk, 
even  if  received  within  ten  miles  from  its  first 
point  of  shipment.  The  injurious  effect  of  such  a 
break  is  strikingly  illustrated  by  the  direction 
which  the  freight  brought  to  the  line  of  the  Ohio 
and  Mississippi  by  the  Indianapolis  and  Cincinnati 
now  takes.  Did  the  Gauges  of  the  two  roads  cor- 
respond, all  this  freight  ^'ould  pass  over  the  Ohio 
and  Mississippi  Road  ;  as  it  is,  it  is  now  forwarded 
from  Lawrenceburgh  to  Cincinnati  by  water.  A 
large  number  of  passec^crs  take  the  same  direc- 
tion. By  the  adoption  of  au  exotic  Gauge,  the 
Ohio  and  Mississippi  Road  has  failed  to  make  her- 
self a  part  of  a  trunk  line  to  Cincinnati,  for  the 
country  traversed  and  has  cut  herself  off  from 


ticular  route.  Theexjense  due  to  a  change  of  her  very  best  source  of  business,  without  a  penny 
freight  from  one  car  to  another,  is  variously  esti-  to  show  as  an  equivalent  for  the  loss, 
mated  as  equal  to  a  movement  of  from  60  to  100  The  same  strain  of  remark  applies  to  the  rela- 
miles.  But  the  mere  cost  and  loss,  arising  from  tions  of  the  above  with  all  the  other  roads  it  cross- 
transhipment,  are  not  so  great,  probably  as  those  es.  The  evils  arising  from  the  break  of  Gauge  in 
arising  from  the  delay,  occasioned.  The  breaks  of  each  case  are  the  same  in  kind,  onlytess  in  propor- 
Gauge  at  Erie  and  the  Pennsylvania  State  line  on  tion  to  the  distance  over  which  freight  and  pas- 
the  Lake  Shore  Road,  caused  immense  losses,  not  sengers  are  to  be  carried.  The  truth  is,  no  method 
only  in  transhipment,  but  in  the  destruction  of  could  have  been  devised  by  the  Ohio  and  Missis- 
property.  In  fresh  meats  particularly,  the  loss  sippi  Railroad,  so  calculated  to  drive  airay  business 
was  enormous;  whole  cargoes  of  such  freights  instead  of  attracting  it ;  of  exciting  the  ill  will  and 
becoming  putrid  before  reaching  New  York.  So  hostility  of  the  people  upon  its  line,  instead  of  their 
great  was  the  inconvenience  arising  from  the  above  good  will.  The  result  probably  will  be  that  the 
breaks,  we  have  no  doubt  that  the  Lake  Shore '.  section  traversed  by  the  above  road,  aided  by  the 
line  alone  would  gladly  have  given  $500,000  to '  various   and  powerful    Railroad   interests  which 


have  got  rid  of  them,  could  it  have  done  no  better. 
Here  is  a  practical  instance  of  the  evils  of  two 
Gauges,  and  one  which  will  always  be  repeated 
whenever  they  come  into  conflict. 

Let  us  see  how  the  break  of  Gauge  will  affect 
the  value  of  the  Ohio  and  Mississippi  Railroad. 
Cincinnati  is  the  best  market  for  nearly  the  whole 
of  Central  and  Southern  Indiana.  These  portions  of 
the  State  are  now  covered  with  a  net  work  of 
Railroads  of  the  narrow  Gauge.  Did  the  Gauge 
of  the  former  correspond  to  these,  it  would  consti- 
tute them  a  conyement  trunk  to  Cincioaati.  Sefore 


exist,  will  unite  upon  the  construction  of  a  new 
line  to  Cincinnati,  with  a  Guage  adapted  to  the 
route  traversed.  Already  are  various  roads  com- 
menced, with  narrow  Gaogt-s  running  west,  from 
Cincinnati  the  greater  part  of  which,  probably 
never  would  have  been  proposed,  but  for  th  *  ;-dop- 
tion  of  the  vide  Guage  by  the  Ohio  and  Mississippi. 
A  double  mischief  is  the  result;  a  direct  loss  of 
trade  to  the  road,  and  in  the  end,  rival  lines  which 
must  divide  a  business  which  otherwise  might 
have  been  monopolised  by  the  former. 
A  siflular  Tiew  may  1>e.takea  of  the  impolicy  of  < 
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introducing  the  wide  gauge  into  Kentucky,  f>r 
.;  roads  proposing  a  connection  with  Nashville  and 
Knoxville.  j^ll  the  roads  intersected  by  the 
Louisville  and  Nashville  railroads  will  have  a 
guage  of  6  feet,  involving  a  transhipment  of  all 
the  business  received  from  them.  On  the  other 
Itand,  the  Cincinnati  line,  which  is  now  nearly 
completed  to  Danville,  to  be  extended  to  l^ashvillo 
by  way  of  Glasgow,  will  have  itf  gauge  of  the 
connecting  roads,  and  wii '  com  >  -te^  and  success- 
fully, for  the  trade  ain^  d  at  y  the  Lonisvilie 
and  Nashville  railroad,  tho  g?  ge  of  which  will 
render  it  another  Chinese  wall  o  cut  oS/rom,  in- 
stead of  drawing  the  trade  toward,  Louisville. 
One  reason  why  this  city  has  extended  liberal  aid 
to  the  above  road,  is  the  expectation  that  it  would 
eventually  form  the  part  ot  a  great  line  to  Knox- 
Tille,  and  the  Southern  Atlantic  cities.  With  this 
view  the  Nashville  line  takes  the  course  in  the 
direction  of  Knoxville  for  a  considerable  distance. 
But  it  is  easy  to  see  that  a  six  feet  gauge  can  ne- 
yer  be  carried  from  Louisville  to  Knoxville.  Any 
road  that  is  built  must  form  a  part  of  a  line  to 
Cincinnati  as  well  as  to  Louisville.  The  principal 
portion  of  the  means  necessary  for  any  road  from 
Knoxville  to  Danville,  Ky.,  must  be  furnished  by 
the  lines  interested  in  the  connecting  link.  As 
these  roads  are  of  the  5  fe^  gauge,  they  will,  of 
course,  insist  upon  its  adoption  of  a  gauge  similar 
to  their  own.  Should  the  Louisville  and  Nashville 
assist  in  building  such  link,  it  will  be  one  of  a 
dozen,  all  having  a  different  and  uniform  gauge. 
Any  road  built  connecting  Kentucky  with  the 
Southern  lines  of  railroad  must  have  a  five  feet 
gauge.  The  roads  composing  the  entire  line  from 
the  Ohio  to  the  South  Atlantic  and  Gulf  cities, 
will  naturally  favor  their  complements  that  have 
a  corresponding  gauge,  and  this  will  be  possessed 
only  by  the  Cincinnati  line.  That  city  will  obtain 
a  decided  advantage  over  Louisville,  which  will 
find  that  the  transhipment  which  the  six  feet 
track  will  require,  will  drive  all  the  business  to 
the  very  rival  from  which  she  has  most  to  fear. 

Such  are  some  of  the  grand  results  which  the 
Ohio  and  Mississippi,  .tnd  Louisville  and  Nashville 
are  proposing  to  secure  to  themselves,  by  their 
violation  of  the  most  obvious  dictates -of  common 
sense.  Were  the  object  to  secure  a  better  gauge 
•  than  the  4  feet  8J  inches,  certainly  the  G  feet 
would  not  be  adopted.  This  is  regarded  as  too 
wide  by  avowedly  wide  gauge  men.  In  the  only 
two  instances  in  which  the  question  of  gauge  could 
be  considered  an  open  one,  in  Canada  aud  West 
of  the  Mississippi,  not  the  six  feet,  but  the  five 
and  a  half  feet  was  adopted.  It  must  be  consi- 
dered that  these  innovations  wore  made  by  wide 
gai'ge  engineers,  under  circumstances  allowing 
the  fullest  liberty  of  adopting  the  gauge  theoreti- 
cally the  best.  These  facts  show  that  six  feet  is 
considered  too  wide  a  gauge,  even  by  wide  gauge 
engineers.  It  is  so  consid'eied  by  engine  makers 
The  managers  of  the  Erie  road  would  gladly  reduce 
the  width  of  the  track  of  t/ieir  road  if  they  could. 
Upon  what  principle  then,  we  should  like  to  know, 
was  the  6  foot  Gauge  adopted  on  the  Ohio  and  Mis- 
sissippi, aud  Louisville  and  Nashville  Railroads  ; 
not  on  the  ground  of  its  superiority,  for  both  au- 
thority aud  practice  is  against  such  a  Gauge,  and 
we  happen  to  know  that  Mr.  Morton,  one  of  the 
leaders  of  the  wide  Gauge  party  in  this  country, 
Strenuous]/  gjppo8«d  its  «4opUoo  on  tib«  former 


road,  upon  the  grounds  stated  by  us.  Had  the 
wide  Gauge  been  adopted  on  the  ground  of  its  su- 
periorilij,  a  width  exceeding  5  J  feet  would  not  have 
been  used.  The  true  reason  in  both  cases  undoubt- 
edly was,  the  eclat  that  could  begaincd  out  of  the 
use  of  the  extra  wide  Gauge,  If  any  Gauge  is 
good,  the  inference  assumed  was,  the  wider  the 
better.  By  such  clap-trap  R  was  expected  that  the 
populace  could  be  tickled,  tbat  the  merits  or  de- 
merits, of  the  project  could  be  hidden  under,  and 
all  objection  silenced,  by  a  sounding  title.  A  six- 
feet  Gauge  has  been  made  to  stand  for  a  good  route, 
plenty  of  money  aud  competent  management.  It 
is  really  uud  to  conceal  the  lack  of  iM  these.  Against 
all  such  nonsense  we  protest.  Against  the  intro- 
duction of  sue  ;  a  Gauge,  when  the  narrow  is  the 
prevailing  one,  we  protest  still  stronger.  Its  us*; 
under  such  circumstances  is  enough  to  impeach 
the  judgment  of  those  urging  it.  It  is  sufGcicnt 
reason  against  their  competency  to  superintend 
the  construction  of  Railroads.  The  danger  is  im- 
minent that  the  money  expended  upon  each  road 
will  be  thrown  away  by  the  necessity  created  for 
the  construction  of  other  roads,  to  furnish  the  ac- 
commodations which  the  f(  rmer  fail  to  sapply. 
Such  folly  ought  to  be  checked  or  corrected  in  the 
outset;  and  we  call  attention  of  the  creditors 
and  Stockholders  of  the  above  roads  to  the  danger 
to  which  they  are  exposed.  Both  roads  can  bet- 
ter aflbrd  to  sacrifice  a  million  each,  than  to  use 
any  Gauge  not  in  harmony  with  their  connecting 
lines.  Will  they  not  amend  their.mistakcs  in  time, 
and  not  leave  them  to  be  corrected  by  other  par- 
ties, involving  a  still  greater  loss  to  the  former,  to 
say  nothing  of  the  cost  to  the  public! 

Col.  Fremout's  Exploration  • 

Colonel  Fremont  has  addressed  to  the  National 
Intelligencer  an  account  of  his  exploration  of  the 
Central  route  for  a  railroad,  from  which  we  take 
the  following  abstract : 

"  The  country  examined,"  says  Col.  Fremont, 
"  was  from  the  Missouri  frontier,  at  the  mouth  of 
the  Kansas  River,  to  the  Valley  of  Parowan,  at 
the  foot  of  the  Wahsatch  Mountains  within  the 
rim  of  the  Great  Basin,  at  its  south-eastern  bend 
long  and  between  the  88th  39th  parallels 
of  latitude ;  and  the  whole  line  divides  itself  na- 
turally into  three  sections,  which  may  be  conven- 
iently followed  in  description. 

1\\e  first  or  eastern  section  consists  of  the  great 
prairie  slope,  spreading  from  the  base  of  the  Sier- 
ra Blanca  to  the  Missouri  frontier,  about  700 
miles  ;  the  second  or  middle  section  comprehends 
the  various  Rocky  Mountain  ranges  and  interly- 
ing  valleys,  between  the  termination  of  the  great 
plains  at  the  foot  of  the  Sierra  Blanca  aud  the 
Great  Basin  at  the  Parowan  valley  and  Wahsatch 
Mountains,  where  the  first  Mormon  settlement  is 
found,  about  450  miles  ;  the  third  or  western  sec- 
tion comprehends  the  mountainous  plateau  lying 
between  the  Wahsatch  Mountains  and  the  Surra 
Nevada,  a  distance  of  about  400  miles. 

The  country  examined  was  upon  a  very  direct 
line — the  traveled  route  being  al)OUt  1,550  miles 
over  an  Air- line  distance  of  about  1,300 
miles. 

The  First  section. — Four  separate  expeditions 
across  this  section,  made  before  the  present  one, 
and  which  carried  me  over  various  lines  at  difi*er- 
ent  seasons  of  the  year,  enable  me  to  speak  of  it 
with  the  confidence  of  intimate  knowledge.  It  is 
a  plain  ©f  easy  inclination,  sweeping  directly  up 
to  the  foot  of  the  mountains  which  dominate  it  as 
highlands  do  the  ocean.  Its  character  is  open 
prairie,  over  which  summer  traveling  is  made  in 
every  direction. 

Fo.-  a  railway  or  winter  traveling  road  the  route 
would  be,  vx  cousideratiou  of  wood,  coal,  building 
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stone,  water  and  fertile  land,  about  two  hundred 
miles  up  the  immediate  valk-y  ftf  the  Kansas, 
(which  might  be  made  one  rich,  continuous  corn- 
field,) and  afterward  along  the  immediate  valley 
of  the  Upper  Arkansas,  of  which  about  two  hun- 
dred miles,  as  you  approach  the  mountains,  is  con- 
tinuously well  adapted  to  settlements  as  well  as  to 
roads.  Numerous  and  well  watered  and  fertile 
valleys — broad  and  levels-open  up  among  the 
mountains,  which  present  themselves  in  detatched 
blocks — outliers — gradually  closing  in  around  the 
heads  of  the  streams,  but  leaving  open  approach- 
es to  the  central  ridges.  The  whole  of  the  inner- 
mountain  region  is  abundant  in  grasses,  wood,  coal 
and  fertile  soil.  The  Pueblos  above  Bent's  Fort 
prove  it  to  be  well  adapted  to  the  grains  and  ve- 
getables common  to  the  latitude,  including  Indian 
corn,  which  ripens  well,  and  to  the  support  of 
healthy  stock,  which  increase  well,  and  take  care 
of  themselves  summer  and  winter. 

This  character  of  country  continued  to  the  foot 
of  the  dividing  crest,  and  to  this  point  our  journey 
resulted  in  showing  a  very  easy  grade  for  a  road, 
over  a  country  unobstructed  either  by  snow  or 
other  impediments,  and  having  all  the  elements 
necessary  to  the  prosperity  of  an  agricultural  pop- 
ulation, in  fertility  of  soil,  abundance  of  food 
for  stock,  wood  and  coal  for  fuel,  and  timber  for 
necessary  constructions. 

The  climate  is  mild  and  the  winters  short ;  the 
autumn  usually  having  its  full  length  of  bright, 
open  weather,  without  snow,  which  in  winter  falls 
rarely  and  passes  ofl' quickly.  In  this  belt  of  coun- 
try lying  along  the  mountains  the  snow  falls  more 
early  and  much  more  thinly  than  in  the  open 
plains  to  the  eastward ;  the  storms  congregate 
about  the  high  mountains  and  leave  the  valleys 
free.  In  the  beginning  of  December  we  found  yet 
no  snow  on  the  Huerfano  river,  and  were  inform- 
ed by  an  old  resident,  then  engaged  in  establishing 
a  farm  at  the  mouth  of  this  stream,  that  snow 
seldom  or  naver  fell  there,  and  that'  cattle  were 
left  in  the  range  all  the  winter  through. 

The  above  description  is  so  difierent  from  all 
others,  that  there  seems  to  be  a  direct  conflict  of 
testimony  in  reference  to  the  climate,  soil  and  pro- 
ductions of  the  Arkansas  Valley  and  the  eastern 
slope  of  the  Rocky  Mountains.  Major  Emery, 
who  accompanied  Gen.  Kearney's  expedition  which 
took  the  route  of  the  Arkansas,  says  in  his  report^ 
that "  near  the  meridian  of  99,  the  country  changes 
almost  imperceptibly,  until  it  merges  into  arid 
and  barren  wastes.  The  transition  is  marked  by 
the  occurrence  of  cacti  and  other  spinose  plants, 
the  first  of  which  was  seen  in  longitude  98.  "The 
country  embraced  between  this  point  and  Bent's 
Fort  is  totally  different  in  character  from  that 
east  of  it."  The  Arkansas  for  this  distance  runs 
over  a  bed  of  loose  shifting  sand,  and  falls  at  the 
rate  of  7  4-10  feet  per  mile.  The  bottom  lands, 
which  can  be  irrigated,  arc  from  one-half  to  two 
miles  wide.  "  Beyond  these,"  says  Major  Emory 
"  the  ground  rises  by  gentle  slepesjinto  a  wilderness 
of  sand  hills  on  the  south,  and  prairie  «n  the 
north.  The  soil  of  the  plains  is  a  granitic  sand, 
.ind  is  intermixed  with  the  exuviaj  of  animals  and 
vegetable  matter,  supporting  a  scanty  vegetation. 
The  eye  wanders  over  these  immense  wastes  in 
search  of  trees.  Not  one  is  to  be  seen.  The  only 
tree  found  on  the  bottom  lands  is  the  Cotton-mcxA^ 
And  it  frequently  happens  that  not  one  of  these  is 
seen  in  a  whole  day's  journey  ;  bufifalo  dung  and 
the  wild  sage  constituting  the  only  fuel  to  be  pro- 
cured." Such  is  Major  Emory's  account  of  a 
region  which  Col.  Fremont  describes  as  "  having 
all  the  elements  necessary  to  the  prosperity  of  an 
agricultural  population,  in  fertility  of  soil,  abun- 
dance of  food  for  stock,  wood  and  coal  for  fnel, 
aad  Umber  necessary  for  constructing."    The  only 
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tree  met  with  i«  the  cotton-wood,  which  is  noto- 
riously unfit  for  tlie  construction  of  a  railroad. — 
In  this  conflict  of  testimony,  who  shall  be  regarded 
authority  1 

Upon  the  upper  waters  of  the  Arkansas,  Col. 
Fremont  says  the  climate  is  mild  and  the  winters 
short.  We  do  not  see  how  a  mild  climatt)  and 
short  winter  can  prevail  at  an  elevation  varying 
from  4,000  to  8,000  feet  above  the  sea,  in  latitude 
38°  30'.  Certainly  Col.  Fremont's  statement  con- 
flicts with  what  has  been  8upi>osed  to  bo  an  un- 
varying law,  that  the  mercury  falls  as  we  ascend 
from  the  earth's  surface.  The  change  due  to 
4,000  feet  elevation  is  equal  to  about  15  degrees 
of  latitude,  which  would  give  Bent's  Fort  the  cli- 
mate of  Pembina  Settlement  on  the  Red  River  of 
the  North,  and  a  colder  climate  than  that  of  Lake 
Superior.  Such,  we  have  no  doubt,  is  the  fact- 
The  higher  we  ascend  from  Bent's  Fort  the  greater 
the  degree  of  cold,  till  in  fact  we  enter,  as  far  as 
the  climate  is  concerned,  the  Arctic  Circle. 

We  are  not  left  to  conjecture  as  to  the  climate 
of  Bent's  Fort.  During  the  time  that  General 
Kearney  camped  in  its  vicinity  from  July  27th  to 
August  3d,  the  range  of  the  thermometer  did  not 
exceed  60.  The  following  winter,  Lieut.  J.  W., 
Abert,  returning  from  New  Mexico  to  the  United 
Stotes,  reached  Bent's  Fort  Jan.  17, 1847.  "  The 
thermometer,"  he  says  in  his  report,  "  has  all  day 
been  7  degrees  beU)w  Zero ;  and  I  was  told  that 
for  Several  days  previous  the  temperature  of  the 
air  had  been  of  the  same  degree  of  coldness." — 
This  account  is  what  we  should  expect  from  the 
great  elevation  of  Bent's  Fort.  The  latter  expe- 
dition, for  the  whole  distance,  suffered  terribly 
from  the  intensity  of  the  cold.  We  cannot  recon- 
cile the  evidence  furnished  by  our  knowledge  of 
tbe*great  elevation  of  Bent's  Fort,  of  the  head 
waters  of  the  Arkansas,  and  the  direct  testimony 
above  quoted",  with  Col.  Fremont's  description. 

Col.  Fremont  describes  the  country  at  the  head 
of  the  Del  Norte  as  simi'ar  to  that  at  the  head  of 
the  Arkansas.    He  says — 

At  this  place  the  line  entered  the  middle  section 
and  continued  its  western  course  over  an  open 
valley  country,  admirably  adapted  for  settlement, 
iicross  the  San  Luis  valley,  and  up  the  flat  bottom 
lands  of  the  Sah-watch  to  the  heights  of  the  cen- 
tral ridge  of  the  Rocky  Mountains.  Across  these 
wooded  heights — wooded  and  grass-covered  up  to 
and  over  their  rounded  summits — to  the  Coocha- 
tope  pass,  the  line  followed  an  open  easy  wagon- 
way,  such  as  is  usual  to  a  rolling  country.  On  the 
high  summit  lands  were  forests  of  coniferous  trees, 
and  the  snow  in  the  pass  was  four  inches  deep. — 
This  was  on  the  14th  of  December.  A  day  ear- 
lier, our  horses'  feet  would  not  have  touched  snow 
in  the  crossing.  Up  to  this  point  we  had  enjoyed 
clear  and  dry  pleasant  weather.  Our  journey  had 
been  all  along  on  dry  ground ;  and  traveling  slowly 
along,  waiting  for  the  winter,  there  had  been 
abundant  leisure  for  becoming  acquainted  with 
the  country.  The  open  character  of  the  country, 
joined  to  good  information,  indicating  the  existence 
of  other  passes  about  the  head  of  the  Sah-watch. 
This  it  was  desirable  to  verify,  and  especially  to 
examine  a  neighboring  and  lower  pass  connecting 
more  directly  with  the  Arkansas  valley,  known  as 
the  Pow-che. 

"  But  the  winter  had  now  set  in  over  all  the 
mountain  regions,  and  the  country  was  so  constantly 
enveloped  and  hidden  with  clmids  which  rested  upon 
it,  arid  the  air  so  darkened  by  falling  snow,  that  ex- 
ploring became  difficult  and  dangerous,  precisely 
where  we  felt  most  interested  in  making  a  thorough 
examination.  We  were  moving  in  fogs  and  clouds, 
through  a  region  wholly  unknown  to  as,  and  with- 


out guides,  and  were  therefore  obliged  to  content 
ourselves  with  the  examination  of  a  single  line, 
and  the  aacertainment  of  the  winter  condition  of 
the  country  over  which  it  passed .  which  was  in 
fact  the  main  object  of  our  expedition. 

This  does  not  look  very  favorable  for  a  winter 
route  at  the  head  waters  of  the  Del  Norte,  especi- 
ally as  it  took  Col.  Fremont's  party  10  days  to 
make  one  hundred  mileg.  We  are  still  incredulous 
that  a  country  at  an  elevation  of  from  8,000  to 
10,000  feet  above  the  sea,  can  be  admirably 
adapted  for  .settlement. 

After  crossing  the  Sierra  Blanca,  Col.  Fremont 
found,  in  his  opinion,  a  good  route  for  a  railroad 
to  the  Mormon  Settlement  at  Parowan,  though 
the  account  he  gives  of  his  journey  over  this  part 
of  his  route  would  certainly  lead  to  a  different 
conclusion.  From  the  head  of  the  Del  Norte  to 
this  place,  the  route  for  the  greater  part  of  the 
way  ia  through  lofty  mountain  ranges,  more  or 
less  obstructed  by  snow.  Parowan  is  in  the  great 
basin  of  Utah,  and  lies  on  the  western  slope  of  the 
Wahsatch  range. 

At  Parowan  (says  Col.  Fremont)  the  line  of  ex- 
ploration entered  the  third  or  western  section, 
comprehending  the  mountainous  plateau  between 
the  Wahsatch  Mountains  and  the  Sierra  Nevada 
of  California.  Tw©  routes  here  suggested  them- 
selves to  me  for  examination ;  one  directly  across 
the  plateau  between  the  37th  and  38th  parallels ; 
the  other  keeping  to  the  south  of  the  mountains, 
and  following  for  about  two  hundred  miles  down 
a  valley  of  the  Rio  Virgen — Virgin  River — thence 
direct  to  the  Tejon  Pass,  at  the  head  of  the  San 
Joaquin  Valley.  This  route  down  the  Virgin  River 
had  been  examined  the  year  before,  with  a  view 
to  settlement  this  summer  by  a  Mormon  exploring 
party  under  the  command  of  Major  Steele  of  Paro- 
wan, who  (and  others  of  the  party)  informed  me 
that  they  found  fertile  velleys  inhabited  by  In- 
dians who  cultivated  corn  and  melons,  and  the 
rich  ground  in  many  places  matied  over  with 
grape  vines.  The  Tejon  Passes  are  two,  one  of 
them  from  the  abundance  of  vines  at  its  lower  end) 
called  Caxon  de  las  Uvas.  They  were  of  long  use, 
and  were  examined  by  me,  and  their  practicability 
ascertained  in  my  expedition  of  1848-'49 ;  and  in 
1851,  I  again  paiised  through  them  both,  bringing 
three  thousand  head  of  cattle  through  one  of 
them. 

The  practicability  of  the  Tejon  Passes  was  not 
ascertained  by  Col.  Fremont.  This  still  remains 
a  mooted  question,  as  will  be  seen  by  the  following 
account  of  them  by  Lieut.  Williamson,  to  whom 
has  been  entrusted  their  examination,  and  who 
after  careful  exploration  reports  as  follows : 

"  Still  further  south  there  are  two  passes  leading 
into  the  head  of  the  Tulare  Valley,  at  a  place 
called  Tejon.  A  wagon  road  passes  through  one, 
which  is  beginning  to  be  known  as  the  Tejon  Pass, 
and  it  is  the  worst  wagon  road  1  ever  saw.  The 
pass  fortunately  presents  some  good  features  for  a 
railroad.  Two  small  streams  run  from  near  the 
summit — one  into  the  basin,  the  other  into  the 
Tejon — but  their  sources  are  separated  by  a  narrow 
divide  over  1500/cef  high.  I  have  great  hope  that 
a  survey  will  show  that  should  this  ridge  be  tun- 
neled, the  road  can  pass  up  one  creek  through  the 
tunnel,  and  down  the  other.  The  summit  of  the 
Tejon  Pass  is  4,500  feet  above  the  Tulare  Valley, 

The  other  pass  coming  into  the  Tejon  is  called 
the  Canada  De  Las  Uvas  (grape  ravine).  In  this 
a  small  brook  descends  into  the  Tejon,  1,400  feet 
in  4  miles,  while  the  rest  of  the  pass  is  of  gentle 
ascent  and  descent.  Ths  summit  is  3,100  feet 
above  the  Tulare  Valley — the  same  height  as  that 
of  the  passes  before  mentioned.  Two  modes 
would  naturailly  suggest  themselves  for  making  a 
road  through  this  pass.  One,  a  system  of  inclirud 
plants  with  stationary  engines  over  the  4  miles  above 
meniionedi  a  second,  by  following  along  the  side 


hills.  Before  I  express  an  opinion  On  these  points  .. 
I  must  wait  till  a  survey  of  the  pass  is  made.  I 
intend  to  leave  here  to-morrow  for  the  Tejon,  26 
miles  distant,  and  shall  run  a  line  of  levels  through 
the  Tejon  Pass  and  the  Canada  De  Las  Uva«,  at  ■ 
the  same  time  making  an  accurate  sketch  of  the 
hills  and  ravines  on  each  side.  From  the  data 
thus  obtained,  I  shall  be  able  to  give  full  informa- 
tion on  the  subject." 

The  examination  of  Lieut.  Williamson  shows 
the  substance  of  what  is  so  practicable.  He 
hofKs  the  difficulties  which  appear  insuriQpuntable 
may  yield  to  a  further  and  more  careful  explora- 
tion. We  think  that  these  examinations  are  en- 
titled to  much  greater  weiglit  than  the  mere  dic- 
tum of  Col.  Fremont.  ; 

"  Knowing  the  practicability  of  these  passes," 
continues  Col.  Fremont,  "  and  confiding  in  the 
report  of  Major  Steele,  as  to  the  intermediate 
country,  I  determined  to  take  the  other  (between 
tke  37th  and  38th  parallels,)  it  recommending  it- 
self to  me  as  being  more  direct  towards  San  Fran- 
cisco, and  preferable  on  this  account  for  a  road,  if 
suitable  ground  could  be  found  ;  and  also  as  being 
unknown,  the  Mormons  informing  me  that  various 
attempts  had  been  made  to  explore  it,  and  all 
failed  for  want  of  water.  Although  biased  in 
favor  of  the  Virgin  River  route,  I  determined. to 
examine  this  one  in  the  interests  of  geography, 
and  accordingly  set  out  for  this  purpose  from  the 
settlements  about,  the  20th  of  February,  traveling  • 
directly  westward  from  Cedar  City,  (eighteen 
miles  west  Qf  Parowan.)  We  found  the  country  a 
high  table  labd,  bristling  with  mountains,  often  in 
short  isolated  blocks,  and  sometimes  accumulated 
into  considerable  ranges,  with  numerous  open  and 
low  passes. 

"  We  were  thus  always  in  a  valley  and  always 
surrounded  by  valleys  more  or  less  closely,  which 
apparently  altered  in  shape  and  position  as  we  ad- 
vanced, The  valleys  are  dry  and  naked,  without 
water  or  wood ;  but  the  mountains  are  generally 
covered  with  grass  and  well  wooded  with  pines ; 
springs  are  very  rare,  and  occasionally  siaptt 
streams  at  remote  distances.  Not  a  human  bcin^ 
was  encountered  between  the  Santa  Clara  river 
near  the  Mormon  settlement  and  the  Sierra  Neva- 
da, over  a  distance  of  three  hundred  miles.  The 
solitary  character  of  this  uninhabited  region,  the 
naked  valleys  without  water  courses,  among  moun- 
tains with  fertile  soil  and  woods  and  grass  abun-  , 
dant,  give  it  the  api>earauce  of  an  unfinished 
country. 

"  Commencing  at  the  38th,  we  struck  the  Sierra 
Nevada  on  about  the  37th  parallel  about  the  16th 
March. 

"  On  our  route  across  we  had  for  the  greater 
part  of  the  time,  pleasant  and  rather  warm  wea- 
ther ;  the  valley  grounds  and  low  ridges  uncover- 
ed, but  snow  over  the  upper  parts  of  the  higher  * 
mountains.    Between  Feb.  20  and  17th  of  March,  , 
we  had  several  snow  storms,  sometimes  accompa-   . 
nied  with  hail  and  heavy  thunder  ^  but  the  snow  ' 
remained  on  the  valley  grounds  only  a  few  hours 
after  the  storm  was  over.     It  forms  not  the  least  ■; 
impediment  at  any  time  of  the  winter.   1  was  pre- 
pared to  find  the  Sierra  here  broad,  rugged  and 
blocked  up  with  snow,  and  was  not  disappointed 
in  my  expectation.     The  first  range  we  attempted 
to  cross  carried  us  to  an  elevation  of  8,000  or 
9,000  feet  and  into  impassable  snow,  which  was 
farther  increased  on  the  16th  by  a  considerable 
fall. 

"  There  was  no  Object  in  forcing  a  passage,  and  I 
accordingly  turned  at  once  some  sixty  or  ei^-hty  ■ 
miles  to  the  southward,  making  a  wide  sweep  to 
strike  the  Point  of  Californi-a  Mountain  where 
the  Sierra  Nevada  suddenly  breaks  off  and  declines 
into  a  lower  country.  Information  obtained  years 
before  from  the  Indians  led  me  to  believe  that  the 
low  mountains  were  broken  into  many  passes,  and  " 
at  all  events  I  bad  the  certainty  of  an  easy  passage 
through  either  of  Walker's  passes. 

"  When  the  Point  was  reached,  I  found-  the  In-^ 
dian  information  fully  verified ;  the  mountain  sud^ 
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dealy  terminated  and  broke  down  into  lower 
grounds,  barely  above  tho  level  of  the  country, 
and  making  numerous  openings  into  the  valley  of 
the  San  Joaquin.  I  entered  into  the  first  which 
oflfered,  (Uking  no  time  to  search,  as  we  were  en- 
tirely out  of  provisions  and  living  upon  1  orses,) 
which  led  us  by  an  open  and  almost  level  hollow, 
thirteen  miles  long,  to  an  upland  not  steep  enough 
to  be  called  a  hill,  over  into  the  valley  of  a  small 
affluent  to  Kern  river  ;  the  hollow  and  the  valley 
making  together  a  way  where  a  wagon  would  not 
find  any-obstructiou  for  forty  miles. 

"  The  country  around  the  passes  in  which  the 
Sierra  Nevada  here  terminates  declines  consider- 
ably below  Its  more  northern  elevation.  There 
was  no  snow  to  be  seen  at  all  on  its  eastern  face, 
and  none  on  the  pass ;  but  we  were  in  the  midst 
of  opening  spring,  flowers  blooming  in  fields  on 
both  sides  of  the  Sierra, 

"  Between  the  point  of  the  mountains  and  the 
head  of  the  valley  at  the  Tejon,  the  passes  gene- 
rally are  free  from  snow  throughout  the  year,  and 
the  descent  from  them  to  the  ocean  is  distributed 
over  a  long  slope  of  more  than  200  miles.  The 
low  dry  country  and  long  slope,  in  contradistinction 
to  the  high  country,  and  short,  sudden  descent 
and  heavy  snows  of  the  passes  behind  the  bay  of 
San  Francisco,  are  among  the  considerations  which 
suggest  themselves  in  favor  of  the  route  by  the 
head  of  the  San  Joaquin." 


of  partisan  statements  already ;  and  if  Col.  Fre- 
mont bo  such,  he  will  sufler  more  in  his  reputation 
than  he  did  physically  upon  bis  most  hazardous 
and  adventurous  journey. 


We  must  confess  ourselves  incredulous  as  to  the 
correctness  of  Col.  Fremont's  observation  upon 
his  newly  discovered  passes.  In  the  first  pUce, 
had  such  passes  existed,  they  must  have  been 
known  and  traversed.  The  indications  furnished 
by  the  course  of  the  streams,  and  the  general 
slope  of  the  Siena  Nevada  range,  is  decidedly 
against  such  depression  as  he  speaks  of.  Neither 
is  it  possible  that  the  descent  from  these  newly- 
discovered  passes  can  be  distributed  over  200 
miles  to  the  sea.  His  ?iew  route  crosses  the  moun- 
tain ranges  'Ai  right  angles  to  their  general  direc- 
tion, and  of  course  must  fall  more  rapidly  into 
the  San  Joaquin  Valley  than  those  entering  the 
head  of  the  valley  through  Walker's  or  the  Tejon 
passes,  and  which  can  follow  down  the  sides  of  the 
mountain  to  the  plain  below.  Yet  through  these 
passes  we  have  seen  that  the  l\pad  of  the  valley 
cannot  be  reached  short  of  an  incline  of  250  or 
800  feet  to  the  mile. 

We  are  sorry  to  say  in  conclusion,  that  Col 
Fremont's  account  of  his  tour  seems  to  us  to  be 
the  argnvient  ot  a^  partisan ,  instead  of  an  impartial 
record  of  actual  observations.  To  publish,  with 
out  remarks,  his  account  of  his  tour,  would  help 
to  mislead  the  public  instead  of  instructing  it. — 
More  than  this,  we  have  good  reason  to  beliere 
that  the  publication  of  Capt.  Gunnison's  notes  will 
establish  beyond  contradiction  the  incorrectness 
of  Col.  Fremont's  assertion  that  a  favorable  route 
is  found  upon  his  line  through  the  great  Rocky 
Mountain  Range,  We  learn  that  these  mountains 
.  cannot  be  crossed  by  any  practicable  line,  nor  with- 
out long  tunnels,  which  of  themselves  render 
his  route  impossible.  We  presume  that  Col.  Fre- 
mont took  no  measurements  that  can  be  relied 
upon.  The  rapidity  with  which  he  pushed  for- 
ward rendered  it  impossible  for  him  to  take  such. 
On  the  contrary,  Capt.  Gunnison's  party  was  or- 
ganized expressly  for  scientific  observation,  which 
renders  it  altogether  probable  that  his  measure- 
ments of  Sangre  de  Chritlo  and  Coochetopee 
passes  are  correct.  Should  these  observations 
contradict  the  report  of  Col.  Fremont  in  tola,  as 
•we  are  assured  they  will,  they  will  place  him  in 
an  awkward  predicament.    We  have  bad  enough 


Alabama  and  Teuneaaee  Railroad. 

GRANTS  OF  LAND  TO  HAILUOADS. 

The  above  Company  have  memoralized  Congress 
for  a  grant  of  land  to  aid  in  the  construction  of 
this  line  of  Railroad.  The  following  is  the  sub- 
stance of  the  memorialist. 

An  inspection  of  the  Map  of  the  United  States 
will  indicate  tliat  the  most  direct  and  expeditious 
route  for  travel  and  the  United  States  Mail,  be- 
tween the  northeastern  cities  of  the  Union  and 
the  Gulf  of  Mexico  and  Texas  is,  commencing  at 
Portland,  Maine„through  Boston,  New  Vork,  Phil- 
adelphia and  Baltimore  to  Washington  City ; 
thence  in  a  southwest  direction  through  Alexan- 
dria and  the  Valleys  of  Virginia  to  Abington ; 
thence  in  the  same  direction  and  following  the 
same  valleys  through  East  Tennessee  and  North- 
west Georgia  to  their  termination  in  Middle 
Alabama ;  thence  in  the  same  course  over  the  level 
plains  of  Middle  and  South  Alabama,  by  Selma 
to  Mobile  and  to  New  Orleans.  This  general  route 
with  slight  exceptions  was  selected  by  General 
Bernard,  the  distinguished  Chief  Engineer  of  the 
United  States,  as  early  as  1820,  alter  thorough 
explorations,  as  the  most  direct  and  practicable 
route  for  the  transportation  of  the  United  States 
Mail. 

Within  the  last  few  years,  without  any  concert 
of  action,  but  attracted  by  the  vast  amount  of 
commerce  and  travel  tributary  to  this  line  and  the 
great  natural  advantages  for  railway  construction 
ottered  by  the  North  Atlantic  Coast  and  by  the 
valleys  of  Virginia,  Tennessee,  Georgia  and  Ala 
bama,  the  different  States  intersected  by  the  route 
have  constructed  and  placed  under  contract  a  sys- 
tem of  railways  which  in  three  or  four  years  will 
present  a  grand  National  Tninlc  Line  oj  continu- 
ous Railways  on  this  route,  from  Maine  to  Texas. 

One  of  the  most  important  links  in  this  great 
National  Chain  of  Railroads  is  the  Alabama  and 
Tennessee  Rivers  Railroad. 

This  great  National  Trunk  Line  may  be  said  to 
commence  at  Portland,  Maine ;  thence  it  passes 
through  Boston,  New  York,  Philadelphia  and  Bal- 
timore to  Washington  City.  Up  to  this  point  the 
line  is  in  operation ;  from  Washington  to  Alexan- 
dria is  a  short  gap  of  seven  miles,  at  present  sup- 
plied by  steamboats.  From  Alexandria,  the  line 
i§  continued  southwardly  by  the  Orange  and  Alex- 
dria  Railroad,  and  its  extension  to  Lynchburg, 
174  miles,  of  which  90  miles  are  in  running  order 
and  the  remainder  under  way.  From  Lynchburg, 
the  Virginia  and  Tennessee  Railroad  continues 
the  great  national  line  by  way  of  Abingdon,  to 
the  Northern  boundary  of  Tennessee,  206  miles ; 
100  miles  of  it  being  in  operation  and  the  remain- 
der in  the  course  of  rapid  construction.  Through 
East  Tennessee,  the  East  Tennessee  and  Virginia 
Railroad,  one  hundred  and  thirty  miles  long,  and 
the  East  Tennessee  and  Georgia  Railroad  111  miles 
long,  extend  ihe  Grand  Line  by  Knoxville  to  Dal- 
ton,  Georgia ;  thence  through  Georgia  to  the  Ala- 
bama State  line,  it  is  continued  by  a  railroad  45 
miles,  recently  chartered,  and  on  which  sabscri|>- 
tions  are  being  made ;  thence  the  Alabama  and 
East  Tennessee  Railroad,  45  miles,  extends  the 
grand  line  to  the  Alabama  and  Tennessee  Rivers 
Railroad  at  Jacksonville ;  thence  the  Alabama 
and  Tennessee  Riv^ers  Railroad  continues  the 
Grand  Line  145  miles  to  Selma;  of  this  distance 
56  miles  are  in  running  order,  and  about  70  miles 
are  graded.  From  Selma  to  Mobile,  the  Mobile 
and  Selma  45  miles  and  Mobile  and  Girard  100 
miles  long,  extend  the  line  to  Mobile.  The  Mobile 
and  Selma  Railroad  ha.s  been  recently  chartered 
and  the  Mobile  ani  Girard  Railroad  Company 
have  means  nearly  sufficient  to  build  their  section. 
From  Mobile  to  New  Orleans  the  grand  line  is 
still  continued  by  the  Mobile  and  New  Orleans 
Railroad  139  miles ;  this  railroad  is  in  the  hands 


and  under  the  direction  of  gentlemen  of  wealth 
and  of  acknowledged  financial  abilities,  and  will 
from  its  admirable  location  for  business  be  speedily 
constructed.  The  Grand  Trunk  Line  does  not 
stop  at  New  Orleans,  but  is  taken  up  and  carried 
westward  into  Texas,  by  the  New  Orleans  and 
Opelousas*lailroad  row  in  the  course  of  construc- 
tion with  large  means  ;  and  also  by  a  railroad  from 
New  Orleans  to  the  Sabine  River  in  the  direction 
of  Galveston  and  Houston,  for  which  grants  of 
land  are  also  asked.  The  last  annual  reports  of 
the  railroad  companies  compc  sing  the  grand  route 
south  of  Washington  to  Dalton,  Georgia,  give  assur- 
ances that  this  part  of  the  line  wih  be  in  operation 
in  2  years  or  less  time.  From  Dalton  southwardly 
a  part  of  the  line  is  now  available  by  steamboat 
navigation  ;  a  considerable  portion  will  be  in  run- 
ning order  in  two  years,  and  should  Congress  aid 
by  grants  of  land,  as  now  respectfully  aske,d  for, 
the  whole  distance  can  be  placed  in  working 
order  in  three  vears  or  perhaps  less  time,  and  thus 
will  be  accomplished  the  longest  continuous  line 
of  railway  in  one  general  direction  in  the  United 
States  or  elsewhere,  with  the  exception  of  the  pro- 
posed Pacific  Railroad. 

By  tracing  on  a  map  the  lines  of  railroad  which 
have  been  thus  described,  it  will  be  seen  that  the 
Alabama  and  Tennessee  Rivers  Railroad  with  its 
connections  and  extensions,  will  afford  an  outlet 
to  the  Gulf  of  Mexico  for  all  that  section  of  the 
United  Sutes  north  of  a  line  drawn  from  Rich- 
mond, Virginia,  to  Selma,  Alabama,  and  east  of  a 
line  drawn  from  Selma  to  the  eastern  boundary  of 
Lake  Erie,  a  territory  containing  about  324,000 
square  miles,  and  a  population  of  18,000,000.  And 
that  to  a  very  large  portion  of  this  territory  it  of- 
fers the  most  direct  route  for  travel  and  the  trans- 
portation of  the  United  States  Mail  to  the  Gulf  of 
Mexico  and  Texas.  ■?  "     ,.   • 

There  is,  however,  another  important  nfatlonal 
consideration  why  the  Alabama  and  Tennessee 
Rivers  Railroad  should  be  immediately  constructed 
and  assisted  in  the  manner  proposed. 

Sir  Charles  Lyell  in  his  geological  exploration 
in  the  United  St«tes,  speaking  of  the  Alabama 
coal  field,  says  that  '  It  forms  the  southern  pro- 
longation of  the  great  Apalacbian  coal  field.  Its 
geographical  situation  is  peculiarly  interesting,  fo.* 
being  situated  in  latitude  33  deg.  10  min.  north,  it 
constitutes  at  present  the  eztremc  southern  limit  to 
which  the  ancient  carboniferous  vegetation  has 
been  traced  in  the  northern  hemi*phere,  whether 
on  the  east  or  the  west  side  of  the  Atlantic' 

To  this  may  be  added  that  it  is  the  nearest 
coal  field  of  any  yet  discovered  in  the  Gulf  of 
Mexico.  The  Alabama  and  Tennessee  Rirers 
Railroad  taps  the  Alabama  coal  field  at  its  most 
southern  extremity,  and  connects  it  with  the  Gulf 
of  Mexico  by  .only  64  miles  of  railroad,  and  300 
miles  of  descending  navigation  by  the  Alabama 
river.  Such  .are  the  advantages  offered  by  this 
railroad  and  river  transportation,  that  coal  may  bo 
delivered  at  Mobile  at  from  4  to  5  dollars  per  ton, 
.■»nd  in  the  ports  at  the  Gulf  at  from  G  to  7  dollars 
per  ton.  These  charges  will  be  considerably 
reduced  by  the  construction  of  the  Mobile  and 
Girard  and  Mobile  and  Selma  railroads.  The  ccal 
IS  of  an  excellent  quality  for  steam  purposes,  and 
the  supply  is  abundant. 

The  great  national  importance  of  having  ade- 
quate and  cheap  supplies  of  coal  in  the  Gulf  of 
Mexico,  will  be  recogiized  by  all  acquainted  with 
the  value  and  necessity  of  steam  marine  in  modem 
warfare  and  commerce. 

A  large  portion  of  the  lands  asked  to  be 
granted  for  this  railroad,  have  been  in  the  market 
for  upwards  of  twenty  years,  and  still  belong  to 
Goveinmcnt  because  valueless  for  want  of  an  out- 
let to  a  market.  The  construction  of  this  road 
which  can  soon  bo  accomplished  by  the  aid  of 
alternate  sections  as  proposed,  would  enhance  the 
value  of  the  remainder  of  the  lands-^o  an  extent 
which  would  richly  repay  the  Government  for  the 
grant. 

Finally,  the  Alabama  and  Tennessee  Riyers 
Railroad  would  prove   of  immense  national  ad- 
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vantage  in  tho  defences  of  the  Gulf  of  Mexico, 
as  it  would  i>re8ent  tho  best  route  by  which  the 
troops  and  supplies  of  a  large  portion  of  the  west 
and  northeast  could  be  transported  to  the  Gulf 
with  the  utmost  safety,  certainty  and  dispatch." 


Stw  York  and  Serv  Haven  Railroad. 

The  recent  annual  report  of  this  company  gives 
the  fc^owing  acount  of  its  operations  for  the  past 

yew,  '';•>•'  ■ 

The  gross  earnings  of  the  year,  Apiil  1,  1853,  to 
March  31,  1854,  have  amounted  to  S961,277,  as 
follows : 

From  passengers,  fares. .  .^743,691  93    . 
From  passengers,  commu-  :  '. :' ' 

tatiou 32,558  10      .  •  v 


Passenger  receipts S"  76,250  63 

From  freight 144,932  54 

From  mail  service 14,722  82 

Miscellaneous  sources 17,026  71 

Balances  from  connecting  roads 8,345  64 


Total  as  above S961,277  74 

The  current  charges  for  the  year's  service,  ex- 
clusive of  large  expenditures  upon  the  old  track 
in  ballasting  and  adjusting  the  grades  to  corres- 
pondence with  the  new   or   second    track,  have 

amounted  to  $467,654  76. 

Transportation,  wages  salaries,  &c., 
&c »162,340  97 

Repairs  of  road,  bridges,  and  build- 
ings       80,067  68 

Repairs  of  locomotives,  tenders,  cars, 
&c.,  &c 70,143  93 

Oil,  tallow,  waste,  «fcc 15,846  21 

Wood  consumed 100,352  45 

Haulage  of  cars  iu  New  York 33,903  62 


of  claims  made  upon  t  .e  company  in  consequence 
of  the  Norwalk  calamity,  by  which  45  lives  were 
lost,  and  a  large  number  of  persons  injured.  Of 
these  claims,  40  have  been  settled  at  a  cost  of 
$252,311  35.  No  dividend  has  been  declared  for 
the  past,  and  we  presume  none  will  be  for  the  first 
half  of  the  present  year: 

The  great  depreciation  of  the  stock  of  this  com- 
pany has  undoubtedly  been  helped  by  the  Nor- 
walk accident.  The  road,  however,  has  had  its 
life  blood  squeezed  out  of  it  in  the  same  manner, 
as  have  the  Erie  and  the  Central.  It  has  cost  at 
least  50  per  cent,  more  than  it  should.  It  proba- 
bly occupies  the  best  line  for  business  in  the 
United  States,  and  there  is  no  sufficient  reason 
why  it  should  not  command  as  great  a  premium 
as  the  roads  between  New  York  and  Philadelphia. 
In  the  latter  case,  the  managers  make  their  money 
out  of  the  earnings  of  their  road.  In  the  former, 
there  has  been  altogether  too  much  money  made 
out  ofconstniction,  to  allow  much  for  dividend. 

Railroad  Runners. 

There  are  four  railroad  companies  in  the  United 
States  that  probably  pay  annually  $100,000  each 
to  runners.  Others  pay  large  sums,  proportioned 
to  the  rivalry  to  which  they  are  subject,  or  their 
desire  to  get  business. 

A  portion  of  these  runners  are  men  entirely 
destitute  of  character.  In  fact,  the  more  unprin- 
cipled, the  better  fitted  they  are  for  their  vocation. 
Their  success  is  measured  by  the  adroitness  with 
which  they  can  impose  upon  the  unwary  traveler, 
by  representing  to  him  that  their  line  is  the  short- 
est, cheapest,  and  most  comfortable  route,  in  spite 
of  the  fact  that  it  is  the  inferior  one  in  all  these 
respects.  The  test  of  fitness  of  a  good  runner  is 
his  success,  no  matter  by  what  means  this  success 
is  obtained. 

It  is  not  pretended  that  runners  increase  travel. 

It  is  admitted  that  they  are  a  pest  to  the  traveling 

.  ^}°^^, :.•  ••••  V.r;o;;     3f^  2!!  pnhUc  and  society.      They  do  not  increase  the 

And  balance  to  credit  1st  April,  1853     20,276  70!*^  ,  ■  /    c      ■,      j, 

'aggregate  receipts  of  railroads.      They  are    the 

indication  and  the  result  of  a  rivalry  which  costs 

a  vast  sum,  while  in  the  long  run  they  do  not  add 

a  penny  to  the  receipts  of  any  road,  as  the  forces 

employed  by  the  rival  lines  are  so  well  matched, 

as  to  end  in  a  drawn  game,  however  furious  may 

have  been  the  contest. 

Railroad  companies  admit  to  the  fullest  extent 
the  evils  of  the  system.  Go  to  the  Erie  railroad, 
and  its  managers  will  repeat  what  has  been  said  by 
ourselves.  But,  say  they,  we  must  employ  run- 
ners against  the  Central  and  other  lines ;  and  un- 
til the  above  is  put  down  by  a  combination  of 
companies,  we  must  practice  it  in  self-defence. — 
The  Central  would  probably  make  a  similar  reply. 
So  with  the  two  Michigan  lines.  All  admit  and 
deprecate  the  evil,  but  all  continu&-to  practice  it, 
from  a  feeling  of  necessity  to  defend  themselves 
from  the  agressions  of  their  neighbors.  A  constant 
warfare  is  thus  kept  up,  expensive  to  the  compa- 
nies, annoying  in  the  highest  degree  to  the  travel- 
er, and  demoralizing  to  the  parties  employed,  and 
to  the  general  tone  of  service  upon  railroads. 

The  evil  has  its  origin  in  a  mean  and  short- 
sighted jealousy,  equally  inconsistent  with  the 
true  interest  of  railroads  and  of  th«  public.  A 
state  of  warfare  is  one  of  semi-barbarism,  whate- 
ver the  objects  for  which  it  is  waged.  No  road 
can,  in  tho  long  run,  gain  any  advantage  over 


^    i:  Total  as  above $467,654  76 

The  net  earnings  of  the  Transportation  Depart- 
ment for  the  year  are  thus  $493^622  98. 

Of  this  sum  the  Harlem  Railroad  Company  have 
been  paid  for  the  use  of  their  Road  $74,026  55. 
Leaving  a  balance  of  net  earnings  to 
the  credit  of  the  profit  and  loss  ac- 
count of $419,596  43 

To  which   add  dividend   on  Harlem 


Total  on  Ist  April,  1854 $446,273  13 

From  this  amount  have  been  paid  $182,938  95 

for  annual  charges,  interest,  &c. 
The  Canal   Railroad  of  Connecticut,  leased   by 

the  New  York  and  New  Haven,  has  been  opcara- 

ted  the  past  year  at  a  loss  of  $25,583. 
A  condensed  balance  sheet  on   1st  April,  1854, 

stands  as  follows : 

Dr.— ^Railroad,  with  two  tracks  from 

New-Rochelle  to  New  Ha- 

•.-;        ven    with    all   appendages, 

./^      cost $3,873,831  04 

'*"  Equipment — 23  Locomotives, 

V      Cars,&c 601,319  23 

.-■    Property,  in  New  York,   &c., 
•  ;{      &c 656,798  12 


total $5,131,948  39 

CH.—By  Capital  Stock$3,000,000  00 

By  Bonds  issu-  •  ■ 

.  .  V       ed 1,991,000  00 

By  Sundry  Ac- 
counts, Loans, 

&c 140,943  39 

Total $5,131 ,948  39 

The  expenditures  necessary  for  the  completion 
of  the  bridges  and  some  other  works,  not  inclus- 
ive of  a  double  track  from  New-Rochelle  to  the 
Harlem  Road,  will  probably  increase  the  capital 
accounts  to  $5,250,000. 

The  apparent  net  earnings  of  the  past  year  were 
$262,834  18.    These  have  been  used  in  payment 


others,  except  by  furnishing /i-ti/e/- accommodations 
to  the  public.  Such  advantages  runners  cannot 
secure.  On  the  contrary,  so  long  as  they-  are  em- 
ployed, companies  will  be  very  apt,  in  relying  up- 
on their  exertions  for  busuiess,  to  neglect  those 
measures  which  lie  at  the  foundation  of  all  success. 
The  roads  centering  in  New  York,  with  the 
Central,  can  correct  the  abuse  complained  of,  if 
they  will.  Should  they  all  agree  to  discontinue 
the  practice  of  soliciting  business,  and  support 
offices  in  which  the  tickets  of  all  are  sold  upon 
equal  terms,  they  would  do  just  as  much  with 
vastly  less  cost.  No  slight  reward  would  be  the 
satisfaction  on  the  part  of  the  managers,  which 
always  accompanies  an  honorable  and  highminded 
manner  of  conducting  business  operations.  There 
is  no  department  in  railroad  management  that 
calls  more  loudly  for  reform.  When  the  remedy 
is  so  simple,  shall  it  not  be  applied  ? 


For  the  American  Railroad  JoarnaL  ' 
Broadway  Railroad,  etc< 

Mr.  Ebitor, — Many  plans  have  been  brought 
forward  since  I  suggested  the  idea  of  an  elevated 
railroad  in  Broadway.  I  have  read  the  article  in 
your  last  number  of  the  "  Railroad  Journal  "  on 
this  subject.  The  objections  you  refer  to  against 
the  plan  noticed  by  you  of  a  covered  way  over 
the  sidewalk  for  the  running  platform  of  the  cars, 
are  certainly  valid,  upon  the  ground  of  its  ob- 
structing the  view,  and  injuring  the  beauty  aod 
convenience  of  this  municipal  highway. 

If  the  necessity  should  occur  to  get  rid  of  tho 
inconveniences  of  the  present  travel  of  the  omni- 
buses on  Broadway,  then  I  would  recommend  the 
resort  to  my  original  suggestion  of  an  uncovered 
and  elevated  railway,  which  will  cause  no  obstruct 
tions  to  be  introduced  of  a  character  offensive  to 
the  eye.  It  consists  of  a  single  rail,  placed  on  a 
line  with  the  curb  of  the  pavement,  and  elevated 
80  high  as  th.it  the  bottom  of  the  cars  will  be  level 
with  the  second  floor  of  the  houses  along  Broad- 
way. This  height,  of  course,  will  free  the  footwajl 
below  from  any  inconvenience  from  the  passing 
train.  It  will  be  understood,  Mr.  Editor,  that  the 
cars  on  this  plan  of  road  will  straddle  the  road,' 
that  is,  the  body  of  the  cars  will  be  below  the  linef 
6i  the  rail  on  each  side  of  the  same,  the  wheels 
being  above  in  place  of  below  the  floor  of  the  car- 
riage. This  state  of  the  cars  in  operation  insure*: 
them  against  the  possibility  of  flying  off"  the  track. 

I  inclose  you  a  paper,  which  gives  a  statement' 
of  the  merits  of  this  plan  of  railway,  and  of  its 
economy  compared  with  the  present  plan  of  these 
roads,  and  I  would  respectfully  invite  the  attention 
of  railroad  companies  to  it,  for  the  line  best  suited, 
for  the  safe  conveyance  of  passengers.  I 

My  object  in  bringing  forward  this  plan  ia  to 
lessen  the  dangers  and  accident"  of  the  prescal 
plan  of  railroads,  under  increased  speed. 

The  traveling  public,  at  least,  look  for  an  immu- 
nity from  these  disasters.  Life  is  too  precious  to 
be  trifled  with  under  the  present  system  ;  and  it 
is  due  to  a  confiding  public,  that  ihoso  who  pro- ' 
vide  this  means  of  locomotion  should  also  insure 
safety  of  transit  to  persons  and  property  trans- 
ported. 

I  will  not  encroach,  sir,  further  on  your  time 
than  to  appeal  to  our  railroad  companies  to  adopt 
this  plan  for  their  passenger  trains. 

Robert  Hills, 
Engineer  and  Architect, 
City  of  Washington. 
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.i    Waterbiiry  and  Atwood's  Mode  of  Ventilating  Railway  Cars,  and   Excluding   Dust, 
-A  Smoke  and  Cinders.  7 
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The  mode  represented  in  the  above  cut  has 
been  in  use  on  the  Naugatuck  Railroad  over  a 
year,  thus  testing  it  through  all  the  seasons,  and 
the  great  satisfaction  it  has  given  to  all  connected 
with  the  road  as  well  as  to  the  passengers  over  it, 
induces  the  proprietors  of  the  patent  to  offer  it  to 
Railroad  companies  for  adoption. 

It  consists  in  taking  the  air  near  the  front  of  the 
train  at  the  sides  of  the  tender  and  passing  it 
through,  over  or  under  the  baggage  car,  and,  by 
suitable  connections  and  partitions  conveying  it 
from  car  to  car  through  the  whole  length  of  the 
train.  > 

Fig.  1,  is  a  train  without  the  engine.    { 


A.  A.  are  the  mouths  of  the  air  receivers  on 
each  side  of  the  tender,  as  shown  in  fig.  1,  4  &  6; 
and  ought  to  contain  at  least  6  square  feet  each. 
B.  B.  are  the  out  sides  of  the  receivers  by  which 
the  air  is  conducted  along  the  sides  of  the  tank 
to  its  rear,  where  it  is  directed  into  the  car  coupled 
with  the  tender  by  the  guide,  C,  Fig.  5.    D.  D. 

D.  D.  are  flexible  connections  between  the  cars. 
In  Fig.  2  &  3  are  seen  the  frames  of  wood,  d  d  d 
d,  to  which  the  flexible  connections  are  nailed. 

E.  is  a  movable  canvass  guide  to  direct  the  air 
coming  from  the  rear  of  the  tender  over  the  top 
of  the  baggage  car.  F.  F.  F.  are  doors  in  the 
partitions  across  the  platforms.     0.   is   the  rear 


Fig.  2,  is  a  side  elevation  of  two  passenger  cars  :  door  of  the  train  by  which  the  quantity  and  pres- 
to show  more  particularly  some  of  the  details  of  j  sure  of  the  air  passing  through  the  cars  is  regula- 
ibe  arrangment.  I  ted. 


Fig.  8,  is  an  end  elevation  for  the  si^me  ob- 
ject. ■■V^:-^: -.}■■;::  ■-■■■•    '.,••-■-■;  ;,    :\.: 

Fig.  4,  is  a  longitudinal  section  of  tender,  bag- 
gage car  with  air  chamber,  and  part  of  a  passen- 
ger car  with  connections,  showing  the  course  of  the 
air  over  a  baggage  car,  &c.,  as  indicated  by  the 
arrows. 

F'g.  5,  is  a  plan  view  of  fig.  4. 


):w  ■■:. 


As  a  train  in  motion  in  a  still,  hot  summer  da^ , 
Is  always  surrounded  by  the  heated,  gasses,  steam, 
smoke,  soot  and  cinders  from  the  engine,  and  by 
the  dust  raised  in  the  rapid  onward  sweep  of  the 
'  train,  and  as  at  such  times  the  full  force  of  the 
sun  is  exerted  upon  the  thin  walls  and  low  roof 
of  the  cars,  it  is  of  the  fifst  importance  that  a 
large  volume  of  air  sboald  be|>a8sed  through  (heir 


whole  length,  far  more  than  is  needed  for  bcaltlty 
respiration.  As  an  evidence  of  the  great  quantity 
required,  we  see  passengers  endure  the  dust, 
smoke,  sparks  &c.,  at  an  open  window  rather  than 
be  deprived  of  the  requisite  quantity  of  air,  though 
it  may  be  loaded  with  impurities.  Il  will  be  ob- 
served that  it  is  an  important  feature  of  our  inven- 
tion to  pass  the  air  received  at  the  forward  ])art 
of  the  train,  from  car  to  car,  in  such  (luantities  as 
will  enable  us  to  make  a  cooling  breeze  in  hot 
weather,  though  only  enough  for  healthy  respira- 
tion be  used  in  cool  weather.  We  have  found 
that  for  one  car  only,  an  opening  of  at  least  eight 
square  feet,  transverse  section,  is  necessary  since 
it  is  a  rapidly  passing  current  that  is  desired  by 
passengers  in  hot  weather  ;  and  this  essential  re- 
quisite for  comfort  is  lost  if  a  portion  of  the  air  is 
taken  away  by  open  windows,  registers,  or  any 
other  similar  device.  The  current  must  be  passed 
on  without  diminution,  and  any  plan  which  does 
not  effect  this,  is  radically  defective  and  will  be 
ineffectual  in  the  second  or  third  car.  It  is  there- 
fore necessary  to  supply  a  train  of  one  car  only, 
with  a  current  that  would  be  sufficient  for  a  train 
of  ten  car§,  and  »q^  JMrfkogeiQi^ot  of  repeivera 
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large  enough  to  take  io  sufficient  air  forward,  for 
each  separate  car  would  involve  such  cumbersome 
attachments  as  to  require  an  enlargement  of  en- 
gine houses,  cuts  bridges  &c.,  and  if  the  attempt 
were  made  to  take  it  in  at  each  separate  car  it 
would  be  charged  with  impurities,  which  we  believe 
it  practically  impossible  to  separate,  so  as  to  ren- 
der it  fit  to  enter  a  car.     '    '-^  , 

The  following  is  submitted  as  an  evidence  of 
the  estimation  in  which  this  invention  is  held  by 
those  who  are  thoroughly  and  practically  aquaiut- 
ed  with  it. : ;;  -•        .,  a;  L   ';';        .    .   =";      ;.  , 
CiiAs.  AtwooD,  Agent, 

Birmingham,  Ct 

Office  Madison  and  Indianapous  R.  R.  Co, 
Madison,  May  6,  1864 
Messrs.  Waterburv  and  Atwood  : 

Gents  : — Your  esteebied  favor  of  the  27th  ult., 
was  duly  received,  in  which  you  ask  me  for  a  state- 
ment of  my  experience  and  the  practical  result  of 
your  mode  of  ventilation  and  exclusion  of  dust, 
smoke  and  cinders  from  Railway  Cars,  as  applied 
to  the  cars  of  the  Naugatuck  Railroad  while  I  was 
Superintendent  of  that  Road,  and  in  answer,  I  have 
much  pleasure  in  saying  that  your  mode  of  venti- 
lating and  excludiLg  dust,  smoke  and  cinders  from 
cars  was  attached  to  the  train  on  the  Naugatuck 
Railroad  about  the  1st  of  June,  1853,  and  was  con- 
tinued on  the  train  as  long  as  I  remained  on  the 
road,  and  that  the  improvement  exceeded  my  ex- 
pectation, and  operated  to  my  entire  satisfaction, 
as  well  as  that  of  every  person  connected  with  the 
road,  and  to  the  unqualified  approbation  of  all 
passengers  over  the  road  ;  and  in  order  to  do  jus- 
tice to  your  valuable  invention,  which  in  my  opin- 
ion is  to  be  known  and  appreciated  on  all  railroads 
where  passenger  cars  are  run,  I  would  state  that  I 
consider  the  advantages  of  your  mode  of  ventila- 
tion, such  as  to  render  it  superior  to  any  that  has 
been  offered  to  the  Public,  for  the  following  rea- 
sons, viz  : — 

1.  Complete  exclusion  of  dust,  suoke,  soot  and 
cinders. 

2.  The  perfect  adaptation  for  supplying  a  train 
of  passenger  cars  with  sufiicient  air,  not  only  for 
healthy  respiration,  but,  during  the  heat  of  sum- 
mer, with  a  cool  and  refreshing  breeze,  which  can 
be  regulated  and  adapted  instantly  by  the  con- 
ductor to  any  state  of  the  atmosphere. 

3.  Its  easy  adaptation  in  winter,  to  effect  a  per- 
fect ventilation  and  a  delightful  equalization  of 
heat. 

4.  Perfect  safety  to  passengers  and  conductors 
in  passing  from  car  to  car,  and  comfort  of  being 
protected  from  the  inclemency  of  the  weather  by 
covered  passages. 

6.  Freedom  from  annoyance  of  dust,  smoke  and 
cinders,  upon  opening  the  doors  by  the  conductor, 
railway  operatives  or  passengers,  when  the  cars 
are  in  motion. 

6.  The  great  security  and  comfort  of  brakemen, 
when  at  their  brakes,  thereby  rendering  them  at 
all  times  more  eflicient  than  heretofore,  especially 
in  cold  and  inclement  weather,  and  a  protection 
of  their  health  as  well  as  their  comfort.  V;^;^^ 

7.  The  preservation  of  the  furniture  and  uphol- 
stery of  the  cars  to  an  extent  sufficient  in  the  wear 
of  the  cars,  to  more  than  cover  the  cost  of  the 
attachment  of  the  improvement. 

8.  The  train  is  run,  worked,  coupled  and  man- 
aged in  idl  res|>ecUi  with  e^ual  facUit^;,  coo  veoiea  ce 


and  cost,  as  before  th«  attachment  of  this  ventila- 
tor. 

0.  That  I  am  of  opinion,  and  am  not  alone  in 
entertaining  it,  that  there  are  no  cars  in  this  coun- 
try as  comfortable  for  the  traveller,  as  those  now 
in  use  on  the  Naugatuck  Railroad,  and  feel  a  con- 
fidence and  pleasure  in  recommending  them  to  the 
favorable  consideration  of  all  railroad  men. 
Very  respectfully,  yours, 

PhILO  HtRD, 

Vic£-Prest.  Madison  and  Indianapolis  and  Peru 
Railroad.      •■;  '  v;  V  :'        , 

'       Okfice  Naugatuck  Railroad  Company, 
Bridgeport,  June  22, 1854. 

Messrs.  Atwood  &  Co  ; 

Gentlemen: — Having  been  shown  a  letter  of 
Philo  Hurd,  Esq.,  formerly  Vice-President  and 
Superintendent  of  this  Railroad  Company,  and 
now  occupying  a  similar  position  with  the  Madi 
son,  Indianapolis  and  Peru  Railroad  Company,  in 
reference  to  your  plan  of  excluding  dust  from  rail- 
way cars,  and  furnishing  an  agreeable  ventilation 
to  the  same,  I  am  free  to  say,  that  I  add  my  testi- 
mony to  his,  in  reference  to  the  same.     :  w  7:, 

After  one  year's  experience  in  the  use  of  your 
ventilator  upon  our  road,  I  am  enabled  to  state 
that  it  is  perfectly  successful  in  its  operation. 

It  is  simpler  and  cheaper  in  respect  to  construc- 
tion, than  any  other  method  before  the  Railroad 
public.  I  consider  its  use  necessary  to  every  well 
regulated  Railroad. 

Yours  truly, 
-  E.  F.  Bishop, 

President  Naugatuck  Railroad  Company. 


Railroad  Exhibits. 

A  correspondent  furnishes  the  following: — In 
looking  over  the  annual  reports  to  the  Legislature 
of  the  various  Railroad  Corporations  in  this  State, 
I  find  that  the  earnings  and  receipts  are  in  most 
cases  represented  to  be  the  same.  Such  represen 
tations  are,  however,  not  only  incorrect  in  point  of 
fact,  but  eminently  calculated  to  mislead  all  who 
are  not  acquainted  with  the  details  of  such  business. 

Persons  who  have  ever  looked  into  the  freight 
houses  of  any  of  our  railroads  must  have  noticed 
that  they  always  contain  more  or  less  property 
which  has  been  transported  over  the  road  and  the 
freight  thereon,  or  price  for  transportation  earned, 
though  not  yet  collected  or  received,  because  the 
owners  and  consignees  have  not  caMed  for  iheir 
property.  I  believe  it  is  the  rule  of  all  railroads  to 
require  the  payment  of  their  charges  on  the  de- 
livery of  the  property  and  that  only  a  very  small 
part  of  the  freight  is  paid  in  advance  at  the  place 
of  shipment.  It  is  therefore  reasonable  to  sup- 
pose that  the  charges  on  goods  remaining  in  the 
freight  houses  are  for  the  most  part  unpaid  and 
the  aggregate  amount  where  the  road  is  of  much 
length,  and  consequently  having  a  good  many 
stations,  must  be  considerable. 

In  like  manner  a  road  may  be  so  connected  with 
other  roads  that  its  receipts  may  embrace  not  only 
its  own  earnings  but  a  portion  also  of  theirs.  Thus 
a  passage  ticket  may  be  sold  at  a  New  York  office 
for  Chicago  or  St.  Louis,  and  the  price  thereof  will 
all  be  included  in  the  reported  receipts  of  the  local 
company.  It  is  obvious,  however,  that  a  large, 
perhaps  the  largest  portion  of  it  belongs  to  the  va- 
rious connecting  lines.  So  also  with  freight,  and 
where  such  connections  are  extensive,  the  amount 
so  collected  for  them  must  be  very  large.  These 
collections  in  the  aggregate  constitute  "  receipts"; 
what  remains  after  paying  the  connecting  lines  their 
shares  are  "  earnings." 

It  is  clear,  therefore,  that  to  report  the  earnings 
of  any  road  to  be  the  same  as  their  receipts,  is  an 
»bu»e  of  terms,  occasioned  either  by  gross  inatten- 
tion V>  accwac/,  or  designed  deceptioa  of  the  pub- 


lic. Indeed,  it  cannot  well  be  doubted  that  it  has  v 
not  unfrequently  been  done  by  interested  parties 
for  the  very  purpose  of  conveying  to  stockholders 
and  the  public  at  large,  an  exaggerated  idea  of 
their  actual  business.  Such  statements  may  not 
be  signed  by  any  responsible  officer,  but  their  ef- 
fect, and  unquestionably  their  intent,  are  the  same 
as  if  they  were,  and  the  fact  that  they  are  suffered 
to  pass  uucontiadicted  shows  that  the  managers 
are  willing  that  they  should  be  so  understood.  I 
am  gratified  to  perceive  indications  in  certain  quar-  ^ 
ters  of  reform  in  this  particular. 

It  can  readily  be  imagined  that  this  practice  of 
publishing  receipts,  makes  a  good  deal  of  figuring 
necessary  to  balance  the  accounts  at  the  end  of  the 
year.  The  company  being  committed  by  their 
monthly  reports,  are  obliged  to  account  for  the 
amount  as  so  much  actually  earned,  and  this  caa ' 
only  be  done  by  charging  the  difference  to  "  con- 
struction," or  some  other  head  of  account  equally 
appropriate. 

It  cannot  be  concealed  that  the  published  re- 
ports of  Railroad  companies  are  looked  upon  to  a 
great  extent  with  more  or  less  distrust.  It  is  con- 
jectured that  they  are  published  for  a  purpcwe, 
and  are  not  a  true  and  bona  fide  exhibit  of  the 
business  done  on  them.  Such  distrust  is  generally 
to  be  lamented,  and  therefore  all  ground  for  it 
should  be  removed.  The  immense  capital  invest- 
ed and  the  magnitude  of  the  interests  involved,  de- 
mand not  only  the  strictest  integrity  and  economy 
in  their  administration,  but  the  most  thorough  and 
systematic  accuracy  in  tht^ir  accounts  and  exhibits. 
This  is  both  right  and  politic-  In  no  other  way 
can  the  confidence  of  capitalists  both  here  and  in 
Europe,  and  others  whose  aid  is  indispensable  in 
the  prosecution  ef  these  great  enterprizes,  be  secur- 
ed and  retained.  Success  in  this,  as  in  every  other 
great  interest  of  society,  to  be  enjoyed  must  be 
deserved.  VERITAS. 

We  are  requested  so  publish  the  above  article 
which  appeared  in  tiie  Commercial  Advertiser  of 
May  23.  '  •;:•  ,•;■'•  -^  <•  -•   ■' 

We  know  of  only  one  company  the  Erie,  which  • 
has  been  accustomed  to  publish  receipts  for  earn- 
ings.    But  this  was  under  a  different  regime,  and 
has  been  discontinued,  not  leaving  as  we  are  aware,  ■ 
any  cause  of  complaint. 

We  see  no  difficulty  in   making  out  at  an  early  ' 
day,  sufficiently  correct  statements  of  the  earnings 
of  a  road,  no  matter  how  intimate  may  be  its  rela- 
tions with  other  companies.     Providing  the  money  . 
were  received  as  earned,  there  would  be  nodiffidul-  ' 
ty  in  determining  the  proportions  that  each  com-  - 
pany  was  entitled  to.     There  is  nothing  in  the  way  : 
of  determining  what  each  company  skould  receive, 
as  their  respective  interests  in  a  given  freight,  is  a 
matter  of  prior  agreement.     It  is  well  known  that 
the  earnings  of  English  Railroads  are  reported 
weekly,   and  we    all  know  that    the   relations  of 
these  are  much  more  ramified  than  are  our  own. 

We  never  knew  but  one  company  that  confound- 
ed receipts  with  earnings.  We  exposed  the  prac- 
tice long  ago,  and  we  are  happy  to  say  that  it  has 
been  corrected.  ■;  :     . 


Cumberland  Coal  and  Iron  Companjr« 

The  Alleganian  says  the  following  is  the  state-     ,-,■ 
ment  of  the  present  condition  of  this  Company  : 
Railroad,  rolling  stock,  mine  cUrs, 

machinery,  &c S575,316.65 

Canal  boats,  schooqers,  barges  and  •: 

other  personal  property,  real  estate 

in    Cumberland,   Alexandria    and 

Baltimore 405,079.42.     ' 

Mining  lands,  improvements  at  the  '  "*- 

mines,  &c 4,595,897.71 

Cash  assets,  billsreceivable,  balan- 
ces due  on  accounts 267,197.82  "  ^ 

■  — -^■:^    -'i.--        $0,902,491.00 
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2,822  shares  of  the  capital  stock  belonging  to  the 
compaDy.  ; 

There  is  no  floating  debt.   The  amount  pf  bond- 
ed indebtedness  is  $537,000.  | 


Amerlean   Railroad  Journal. 


SatardajTt  July  1,  1894. 


Agents  for  the  Joarnal. 

To  prevent  imposition  we  feel  constrained  to 
state  that  we  have  no  regularly  authorised  agents  in 
this  Country.  To  persons  in  the  commission  agen- 
cy business  or  book  trade  who  remit  us  names  ol 
new  subscribers  with  the  price  of  subscription,  we 
allow  the  usual  commission  and  send  ther  paper  as 
desired,  but  we  hold  ourselves  responsible  for 
the  acts  or  contracts  of  no  man  not  connected 
with  this  ofl3ce  and  regularly  authorised  by  us  to 
do  business  in  our  name.  \^ 

Persons  desiring  the  Journal  should  sj^nd  their 
address  directly  to  us  by  mail  and  may.  also  re- 
mit their  subscription  to  this  office  in  bink  notes 
current  in  their  own  State,  unless  they- can  con- 
veniently procure  funds  of  this  State.  "All  such 
remittances  will  be  duly  acknowledged  by  mai 
on  their  receipt.  Persons  receiving  accounts  of 
ther  indebtedness  to  this  of'>o.  will  oblige  us  by 
remitting  as   above,  at  their  earliest  copvenience. 

Rall'way  Intelligence.    | 

The  interests  of  those  who  constitute  the  bone 
and  sinew  of  all  enterprises,  having  for' their  ulti- 
mate object  the  internal  improvement  of  the 
country — the  stockholders — demand  that  they 
should  be  made  thoroughly  acquainted  with  all 
the  operations  of  the  new  and  old  roads  in  the 
country.  In  other  words,  they  must  bo  "  posted  " 
in  all  the  earnings  and  expenditures,  ci)st  of  con- 
struction and  operation,  amount  of  earaings  devo- 
ted to  running  expenses,  and  amount  carried  to 
construction  account,  amount  of  dividend  declared  > 
and  how  payable,  whether  in  stock  or  ?a^h,  etc. 

It  is  for  this  purpose,  and  to  ascertain  the  pro- 
gress of  new  and  the  success  of  old  roads,  that 
they  take  the  Journal.  They  reasonably  expect 
to  find  in  it  all  the  above  information,  and  they 
are  not  usually  disappointed.  Contractors  take 
it  lor  the  purpose  of  seeing  what  works  are  to  let, 
and  what  companies  are  organizing  with  a  view 
to  letting  contracts.  Bankers  take  it,'to  see  whe- 
ther the  securities  of  companies  are  trustworthy ; 
and  if  they  cannot  find  in  it  lucid  statements  of 
their  affairs,  they  are  apt  to  look  upofi  them  with 
distrust.  Manufacturers  of  machinery  and  equip- 
ment take  it,  that  they  may  see  what  companies 
are  in  want  of  such  articles  as  they  are  prepared 
to  furnish,  and  whether  the  credit  of  the  Company 
is  such  as  to  guaranty  the  security  of  their  sales 
to  them.  And,  Railway  Companies  themselves 
take  it,  in  order  to  know  where  they  may  get  all 
the  accommodations  and  articles  mentioned. 

So,  it  will  be  seen  that  the  columns  of  the 
J-mrnal  are  looked  upon  as  a  sort  of  exchange, 
where  all  the  views,  o^  the  various  parties  enume- 
rated may  be  compared,  through  thsir  advertise- 
ments and  communications ;  as  a  means  for  the 
general  diffksion  of  knowledge  upon  all  topics 
connected  with  railway  enterprises.  The  stock 
and  bond  list  of  the  Journal  is  about  being  per- 
fected, in  a  manner  to  convey  much  additional  in- 
telligence which  will  be  of  the  greatest  importance 
to  «U  parties. 


Railway  Share  List, 

Compiled  from  the  latest  feturns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


tti. -c-: 


NAME  OF  COMPANY, 


N.H 


Vt. 


Atlantic  and  St.  Lawrence. . .  Maine 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland " 

Boston,  Concord  and  Montreal 

Concord 

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Passiunpsic. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Pall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 

Boston  and  New  York  Central  " 

Old  Colony.'. " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester.. .  " 

Canal Conn, 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester 

Buffalo  and  New  York  City.. 

Buffalo,  Coming  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington. .  . .  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading. ...  " 

Phikd.,  WilmiDjitoa  «Dd  Bait.  " 


N.  Y. 


o 
o 

i 


N.J. 


160 

65 

72 

51 

20 

93 

35 

54 

82 

24 

15 

47 

26 

61 

120 

117 

47 

51 

24 

28 

83 

65 

69 

29 

62 

58 

42 

67 

20 

74 

45 

11 

77 

46 

155 

50 

40 

45 

72 

110 

60 

66 

61 

62 

65 

64 

91 

132 

69 

50 

47 

36 

464 

144 

130 

95 

504 

118 

35 

23 

25 

60 

41 

32 

39 

96 

66 

45 

81 

63 

56 

20 

86 

95 

98i 


a 

cS 


1,638,100 

824.868 

1,073,673 

1,365,600 

285,747 

1,649,278 

1,486,000 

2,078,625 

3,016,634 

717,543 

600,000 


.a 


2,973,700 
1,043,640 
1,439,694 
123,884 
841,100 
622,200 
none. 
720,900 


■^ 


S   «> 


O 


none. 


1,097,600 
2,486,000i 
8,500,000 
1,500,000 
392,000 


560,000 
2,429,100 
3,500,000 

"700*666 


6,973,700 
2,036,140 
2,520,981 
1,459,384 
713,606 
2,640,217 
1,485,000 
8,002,094 


1,830,000 
4,076,974 
3,160,000 
4,600,000 

421,950 
1,591,110 
2,850,000 
1,050,000 
3,640,000 

600,000 
1,159,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
5,150,000 


1,467,600 

922,600 

2,360,000 


558,861 
3,000,000 

926,000 

760,500 
2,121,110 

900,000 


879,636 


206,190 
150,000 
402,826 
590,641 
180,000 
286,363 
1,192,976 
6,208 
191,600 
none. 

953,370 
295,038 
none. 

1,139,615 
194,445 

6,319,620 
467,700 
300,000 
600,000 
800,000 


661,214 
1,400,000 

673,500 

1,745,616 

6,577,467 

12,000,000 

1,600,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,560,000 


426,509 

687,000 

10,000,000 

3,740,516 

4,725,250 

1,875,148 

28,085,600 

1,679,%9 

360,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 


6,000,0001 


872,000 


582,400 
400,000 

24,003,866 

7,046,395 

977,463 

616,246 

10,773,823 
2,969.760 
206,000 
181,000 
25,000 
400,000 
940,000 
100,000 
700,000 
660,000 


2,044,636 
4,111,345 
8,579,041 
4,860,764 

633,906 
1,802,244 
3,120,391 
1,060,000 
3,716,870 

629,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1.842,693 
9;953,258 


1,791,999 
1,400,000 
8,160,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


a* 

"  u  S; 
O 


264,743 
177,003 
168,114 
208,669 
23,946 
150,538 
306,805 
287,768 
328,782 


132,545 


495,397 


Leased  to 
Recently 


434,599 
803,024 
609,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,669 
188,442 

90,315 
374,897 
159,738 
244.323 
182,398 
1,626,224 
240,572 
291,417 


689,629 
329,041 
69,629 
114,410 
806,713 


Recently 


1,380,610  Recently 

2,596,488  267,661 

2,660,500|Recently 

In  progres 

1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,527,664 

6,102,936 

2,446,391 

33,859,423 

5,133.834 

633,598 

849,775 

774,496 

1,260,000 


b  r 

&« 

.5*3 

ge 

3.2 

0)  i-i 

^5 


o 

« 

•5: 


113,620none 

80,063  none 

100,552,  none 

6 

11,266  none 

79,659  none 

141,836'  8 

65,266i  5 

163,076'  6 

6 

61,618{  8 

jnone 

[none 

[Uone 

266,639none 


the  Vt.  C'ent. 
opened,  [none 

none 

114,098|  0 

418,3581 

226,639i 

413,2891 
26,412] 


8 

6i 

7 

5 

4 

6 

8 

6 

7 
none 


102,098 
310,875 
126^5891 
214,633 
46,839 
35,214 
122,866:none 
21,490'  8 
13,144  none 
81,8071  5 
746,736  7 
110,892  .... 
120,892  6 

I  4 

294,269,10 
168,902  none 


m 

o 

I 

P4 


428,173 


opened, 

116,966 
opened 


opened. 


76,760;  39,360jnone 

74,241   28,496  none 

4,318,9621,800,181  7 

1,063,669!  338,788  none 

681,445!  324,494  4 

205,068i  44,070  none 


none 


7 

8 
none 

4 
none 
none 


1,832,945}  173,545 
329,577  IRecently 


480,137  195,847 
92,353  46,072 
Recently  opened. 

213,078,  96,737 
Recently  opened 


none 


88 
30 
41 
95 
24 
27 

104 
85 
49 
88 

104 

•  •  •  • 

10 

21 
9 
5| 

82 


87 
100 
77 
96 
40 
62 
77 
90 
84J 
117 

50 
97J 

'ii* 

60 
94i 
68 
97 
66 
116 


88 

•  »  •  • 

40 
63 

66" 
180 


62i 
61 

28 
99 
144 
70 


128,000 

476,000 

1,600,000 

13,000 


713,227 


6,666,382 10,427,800 


2,899,166] 


1,043,357 
1,693,711 
4,327,498 
1,220,325 
3,245,720 
2,379,880 
1,265,143 
760,000 
1,702,623 
17,141,987 
8,067,286 


Recently 
225,152 

1,388,386 
149,941 
603,942 
260,899 
118,617 

Recently 
266,827 

2,480,626 
868,038 


135,017 
opened, 
opened. 

116,706 

478,413 
79,262 

316,259 

124,740 
76,890 
opened. 

106,320 
1,251,987 

641,7691 


none 

none 
8 
10 

7 

10  I 
3  j 
6  I 
...J 
8 
7 
6 


30 
83 

'92' 
148 


126 
56 
77 
741 
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Railway  Share  List, 

Compiled  from  the  laUst  returns — corrected  every  Wednesday- — on  a  par  valtuUion  o/$100. 


NAME  OF  COMPANY. 


c 
« 
c 
o 

K 

.2 
I 


'S 

3 

CS 


9,768,155 


\> 

71 

60 

55 

93 

33 

88 

60 

80 

125 

I  38 

i  29 

I  65 


100 
147 
95 
135 
46 
61 
60 


40 
20 
36 
81 
87 
84 

i67 
67 


769,000 
1,372,324 

686,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


3,500,000 
4,000,000 
1,013,088 


686,887 


776,289 
879,868 
688,611 


835,000 
2,093,814 
1,430,150 

367,218 


Pennsylvania  Central Penn.  250 

Philadelphia  and  Trenton ....     "       30 

Pennsylvania  Coal  Co "       47 

Baltimore  and  Ohio Md.   381 13,118,902 

Washington  branch "       38   1 ,650,000 

Baltimore  and  Susquehanna..     "       57 

Alexandria  and  Orange >  Va.     66 

Manassas  Gap "       27 

Petersburgh "       64; 

Richmond  and  Danville "       73j 

Richmond  and  Petersburgh..     "       22 

Rich.,  Fred,  and  Potomac "       76 

South  Side "       62 

Virginia  Central "     107 

Virginia  and  Tennesisee "       73 

Winchester  and  Potomac "        32 

Wilmington  and  Raleigh N  .C.  161 

Charlotte  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "     140 

South  Carolma "      242 

Wilmington  and  Manchester.     " 

Georgia  Central ...» ; , ,.  . , , . .  Ga.    191 

Georgia ;..  ..."....     "     211 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  Elver  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss, 

East  Tennessee  and  Georgia . .  Tenn, 
Nashville  and  Chattanooga. . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexiiiigton " 

Cleveland  and  Pitlaburgh ....  Ohio, 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Coluinbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...     " 

Ohio  Central "     | 

Ohio  and  Mississippi "     I , 

Ohio  and  Pennsylvania "     1187 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...  "     :  44 

Columbus  and  Xenia "       84 

Evansville  and  Illinois Ind.  I  31 

Indiana  Central "     '... 

Indiana  Northern "  '*131 

Indianapolis  and  Bellefontaine  "       83i 

Indianopolis  and  Cincinnati..  "     |  90: 

Lafayette  and  Indianapolis.. .  "     '  621 

Madison,  Indianapolis  &  Peru  "      159  2,647,700 

Terre  Haute  and  Indianapolis  "     \  ^^     632,387 

Rock  Island  and  Chicago Ill 

Chicago  and  Mississippi " 

niinois  Central " 

Galena  and  Chicago "     '92 

Michigan  Southern  and  Ind.  N.Mich.  815 

Michigan  Central "     282 

Pacific Mo.  38 


1,979,100 
2,000,000 


<x> 

"V 

a> 

c 

9 

U4 


QQ     V 

H 


5.3 


9   « 

o 


6,000,000 13,600,000  1,943,827 


5,677,103  22,254,338 
1, 660^000 


173,867 
200,000 

"563,666 
640,000 
469,150 
707,958 
120,000 
1,134,698 


600,000 
3,000,000 


418,187 

1,214 

163,000 


150,000 

4ob",666 


541,000 
850,000 
900,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,574 


be  « 

^  s 


617,625 


o 

a 

a 
a 


2,033,420 
348,622 
413,673 


227,693 


In  prog. 

7,002,396 
In  prog. 

3,465,879 

"i,277,334 
In  prog. 

743,526, 
In  prog.  I 
In  prog. 
In  prog. 
.  1,830,9601 


122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
510,038 


1,000,711 


986,074 
934,424 
278,739 
69,590 
129,396 


798,193 
216,237 
152,636 


72,370 


74,113  none 
113,266!  7 


99,0771  10 
42,736,none 

12 

153,898!  6 


609,711 


173,642 


3,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


136 


2,400,000 


1,142,200 
1,600,000 


408,200 


600,000 


650,000 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


Ib  prog. 
In  prog.     I 
In  prog.     I 
684,902 


In  prog. 
3,279,908 


87,421 


432,682 


3,655,000 
2,000,000 


777,793 


321,793 


2,659,653 
In  prog. 

925,000|Recently 
In  prog.      


In  prog.     I 

3,169.733    667,669 

1,855,000, 

4,110,1481   540,518 

In  prog.     I 


535,608   8 
456,468   7}4 
149,960   9 

21,731  ... 

71,636   8 


76,079 


44,260 


267,2781  10 


483,464  12 


200,967 


opened. 


362,133 
113,40*1 


Recently  oi)ened 

In  prog.      I 

"         Recently 

1,310,0621    314,434 

In  prog.     !   237,506 


opened. 
168,612 


4,000,000 


600,000  In 
3,741,664 
3,977,663 

non 


"         Recently  opened. 
1 ,869,932  Recently ; opened, 
opened. 
2,400,000i   516,414    268,076 
1,353,019;    106,944      71,446 


4,600,000, 


10 


10 


10 
4 


prog.     1   473,648 

7,276,6161,200,922 

8,618,505  1,146,598 

In  progres, Recently 


286,1621 
686,929i 
682,816| 
opened. 


17 
8 


<e 
.a 


97 


102) 

68 


77 

70 

40 

100 


60 

98 


126 


116 

ibi 


63 
80 


46 

70} 
88 


116 
66 


102i 
62 
75 


66 


111 


77i 

79 


107 


77J 


90 
76 


32 
108 


128 
100 
9}4 


It  is  perfectly  clear  that  the  American  Rail" 
BOAD  Journal  with  its  THIRTY  THOUSAND 
readers,  composed  of,  and  embracing  nearly  all 
the  classes  mentioned  above,  as  in  any  manner  in- 
terested in  the  construction,  operation  or  furnish- 
ing of  Public  Works  in  this  country,  and  the  Capi- 
talists and  their  agents  abroad,  who  invest  in 
American  Securities  ;  is  the  best  channel  through 
which  to  communicate  all  important  Railway  in- 
telligence. By  this  channel  it  reaches  all  the  par- 
ties interested  in  its  receipt ;  it  penetrates  every 
nook  and  corner  x)f  this  land,  from  the  banker's 
oflSce  in  Wall  street  to  the  Engineer's  tent  in 
Washington  Territory,  California  and  South  Amer- 
ica, while  in  Europe  it  is  the  medium  of  commu- 
nication upon  the  state  of  Railway  affairs  in  this 
country  to  the  Rothschild's,  Barings,  and  along 
list  of  bankers  and  capitalists  in  the  English, 
French  and  German  Cities,  and  the  iron  workers 
who  trade  iron  for  the  bonds  of  our  roads. 

In  this  view  of  the  case,  it  becomes  a  matter  of 
much  importance  to  Railway  Companies,  that  they 
should  communicate  authentic  statements  of  their 
affairs  to  the  public  and  their  creditors  through  the 
columns  of  the  Journal.  It  is  no  exaggeration  to 
state  that  such  intelligence  reaches,  at  least,  ten 
times  the  number  of  persons  whom  it  is  dcbirable 
to  enlighten,  through  this  medium  than  any  other. 
Those  desiring  such  information,  set-k  for  it  here, 
as  the  most  appropriate  place,  and,  at>  they  find  it 
in  a  convenient  form  for  preserving  for  future  re- 
ference. Our  foreign  correspondents  oft«n  enquire 
why  Railway  Companies  do  not  more  generally  ad- 
vertise their  notices  of  dividends,  detailed  state- 
ments of  monthly  eaming:s  and  expenses,  of  pro- 
gress of  new  wprk,  &c.,  &c.  These  matters  are  of 
great  interest  to  them,  as  guides  in  their  invest- 
ments. If  a  Railway  Compiaiy  would  enjoy  good 
credit  for  its  securities  at  home  and  abroad,  it 
should  do  its  portion  toward  disseminating  correct 
intelligence. 

Shuttle  on  Railivajr  Curve*.  i  •'-.^■. 

We  have  received  from  the  publishers  Messrs. 
E.  H.  Butler  &.  Co.,  of  Philadelphia  a  very  neat 
little  work  of  the  above  title  which  is  devoted  to 
information,  designed  to  be  of  great  use  to  young 
engineers.  It  purports  to  contain  a  full  descrip- 
tion of  the  instruments,  the  manner  of  adjusting 
them,  and  the  methods  of  proceeding  in  the  field, 
new  and  simple  formulae  for  compound  and  reprise 
curving, — rules  for  calculating  excavation  and 
embankments, — staking  out  work  &c.,  together 
with  tables  of  natural  sines  and  tangents,  radii, 
chords,  ordinates  and  others  of  general  use  in  the 
profession,  by  Wm.  F.  Sulnk,  Civil  Engineer. 
The  work  is  evidently  the  result  of  much  labor  and 
investigation,  thoagh  we  hardly  feel  competent  to 
pronounce  upon  its  utility  or  correctness. 

To  Contractor*. 

The  attention  of  contractors  and  bridge  builders 
is  invited  to  the  lettings  of  the  work  on  the  State 
canals,  advertised  in  the  Journal  of  to-day.  It 
will  be  seen  that  a  large  amount  of  work  is  to  be 
let ,  and  at  this  time  of  stringency  in  the  money 
market,  which  occasions  some  suspension  and  de- 
lay on  certain  portions  of  railroad  work,  it  is  wor- 
thy the  attention  of  those  contractors  who  desire 
to  keep  their  men  and  materials  employed  at  good 
wages  and  sure  pay.  However  much  private  en- 
terprises may  be  delayed,  the  great  work  of  the 
"  Eolargement "  must  go  ahead. 
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Flashing  R«til  Ka«d. 

One  of  the  peculiarities  apd  iuconveniencesi  of 
New  York,  is  the  difficulty  oif  reaching  any  of  its 
saburbs,  and  of  keeping  up  a  constant  and  conve- 
nient communicatioQ  with  them.  The  only 
egress //om  the  city  hy  Ian  Ij  is  by  the  head  of  the 
Island,  from  8  to  12  miles 'from  the  City  Hall. 
Four  miles  of  this  distance  i$  through  the  densely 
inhabited  portions  of  the  city,  requiring  nearly  an 
hour  for  its  passage  by  jiny  imode  of  conveyance. 
The  time  consumed  in  reaotiing  tlie  countnj  has 
consequently  been  so  great  as  to  retain  a  very 
large  portion  of  the  active  atjd  busuiess  population 
on  the  Island  ;  a  population  which  in  the  case  of 
other  cities,  spread  themselves  over  the  surround- 
ing country. 

A  very  important  improvement  has  just  been 
completed,  as  one  of  the  remedies  of  the  incon- 
venience complained  of — the  Flushing  Railroad. 
Flushing  lies  about  10  miles  from  New  York,  on 
the  north  side  of  Long  Islaud,find  immediately  upon 
the  Sound.  In  natural  l)Ciiiuty  it  cannot  be  sur- 
passed. It  is  well  known  th|it  the  north  and  south 
shores  of  Long  Island  present  a  most  striking  con- 
trast, the  latter  being  a  law,  wide,  sandy,  level 
plain,  while  the  northern  shore  is  high,  undulating, 
in  some  places  broken,  and  deeply  indented,  every 
few  miles,  by  clear  and  sparkling  ba^s.  No  town 
presents  a  greater  variety  of  beautiful  building 
sites,  which  combine  delightful  prospect,  pure  air 
and  water,  and  a  fertile  soil.  All  these  natural 
advantages  have  been  heightened  by  a  superior 
culture,  particalarly  in  the  matter  oUrccs,  of  which 
the  finest  specimens  v  e  have  ever  seen,  can  be 
found  in  Flushing.  This  town  as  is  well  known, 
has  for  a  long  time  been  the  scat  of  the  finest  nur- 
series in  the  United  States.  They  have  created, 
and  have  furnished  the  means  of  gratifying  a  de- 
gree of  taste  in  all  the  branches  of  horticulture, 
which  can  be  found  in  no  other  suburb  of  New  York. 
The  whole  town  is  divided  into  beautiful  gardens 
and  beautiful  groves,  both  of  ornamental  and  forest 
trees,  while  the  varied  topography  gives  to  nearly 
every  house  the  benefit  of  a  fine  view  of  the  Sound 
and  its  numerous  bays. 

This  beautiful  suburb  has,  like  nearly  all  the 
others  of  New  York,  been  comparatively  isolated 
from  the  city.  It  maintains  pretty  constant  Steam- 
boat communication,  but  an  excessively  cold  win- 
ter freezes  up  the  bay,  while  the  lowest  tides  fre- 
quently disturb  the  regular  running  of  the  boat  in 
the  summer,  rendering  this  mode  of  conveyance 
too  uncertain  to  suit  the  necessities  of  the  man  of 
business,  who  must  report  himself  in  the  city  with 
military  exactness,  at  a  certain  hour.  Up  to  the 
present  time  consequently,  Flushing  has  retained 
all  the  characteristics  of  thu  country,and  is  scarcely 
more  densely  inhabited  than  any  agricultural 
town  100  miles  distant. 

This  isolation  has  now  been  removed  by  the 
construction  of  the  Flushing^ailroad,  which  was 
opened  to  the  public  on  the  26th  inst.  The  Citij 
terminus  of  this  road  is  at  tlunter'a  Point,  near 
Green  Point,  opposite  3oth  street,  and  about  3  j| 
miles  from  the  Fulton  Market  Slip,  to  which  the 
boats  of  the  road  arc  to  run.  Tho  advantage  of 
running  to  Hunter's  Point  is,  that  the  Railroad 
train  can  maintain  its  full  speed  to  the  dock,  from 
which  to  the  city,  the  passengers  can  be  transport- 
ed at  the  rate  of  15  miles  to  the  hour.  In  this  man- 
ner the  intervention  of  korse  power  is  obviated. 


The  time  necessary  for  the  through  trip  will  not 
Exceed  35  minutes,  which  is  no  greater  than  that 
consumed  in  going  from  26th  street  to  the  City 
Hall.  As  far  as  tiine  is  concerned,  a  person  resid- 
ing in  Flushing,  loses  no  more  in  getting  to  his 
business,  than  if  he  resided  in  any  of  the  upper 
Wards,  in  which  the  entire  business  portion  of  the 
city  will  soon  be  found.  Tho  Railroad  nill  in  a  few 
years  constitute  Flushing  another  Williamsburgh 
or  Brooklyn.  It  has  advantages  for  residences  that 
these  can  never  possess.  At  tho  next  National 
Census,  it  will  probably  be  a  city  of  20,000  inhab- 
itants. 

The  Railroad  wc  presume  will  not  rest  long  at 
Flushing.  As  going  east,  the  country  continues 
to  improve  in  beauty  and  attraction,  we  regard 
the  eventual  extension  of  this  Road  to  Cold  Spring 
as  certain.  The  North  Shore  of  Long  Islaud  will 
then  become  the  Summer  resort  of  tho  surplus 
population  of  tho  city,  as  well  as  the  permanent 
abode  of  all  who  prefer  the  quiet  of  a  beautiful  and 
healthy  country  residence,  to  the  restraints  and 
inconveniences  and  unhealthiness  of  a  city  life, 
particularly — the  lilthy  city  of  New  York. 

Past,  Preaeut,  and   Future  of  tlie    Pennsyl- 
vania Pablic  WorkSt 

Nearly  one  hundred  years  ago,  measures  were 
commenced  for  the  improvement  of  internal  com- 
muuication  in  the  then  province  of  Pennsylvania. 
Sixty  years  ago,  four  miles  of  the  Schuylkill  and 
Susquehanna  Canal  were  opened.  Twenty  eight 
years  ago,  the  Slate  of  Pennsylvania  commenced 
its  great  system  of  railroads  and  canals. 

Never  had  a  public  improvement  a  greater  aim. 
In  no  other  instance,  in  this  country,  was  a  great- 
er obligation  ever  assumed,  for  such  a  purpose, 
by  any  community.  A  connection  of  the  Dela- 
ware and  Ohio  rivers,  it  was  hoped,  would  control 
the  course  of  the  internal  commerce  of  the  North- 
ern states.  The  state  system  of  improvements 
was  established;  the  enormous  public  debt  of 
Pennsylvania  was  created,  while  a  yet  larger  sum 
was  expended  upon  the  cherished  enterprise  of  the 
state.  The  state  has  now  oontracted  a  debt  of 
forty  millions,  and  expended?^  as  has  been  pub- 
licly stated,  one  hundred  millions  in  the  construc- 
tion and  operation  of  her  pablic  works. 

The  state,  is  now  seeking  a  purchaser  foi 
her  "  main  line"  of  public  works,  at  the  sum  of  SIO, 
000,000.  These  works  are  represented  in  the  state  re- 
ports, to  have  cost  about  $!'16,500,000  although 
this  does  not  include  the  vast  sums  sacrificed  by 
the  state  on  their  account  and  not  represented 
in  the  first  cost. 

To  this  offer  the  Pennsylvania  Railroad  Com- 
pany reply  in  an  estimate  of  the  real  value  of  the 
works,  as  an  object  for  their  own  purchase  and 
operation.  The  Company  appraise  the  whole  es- 
tablishment at  S7,000,000,  but  remark  that  such 
a  valuation  is  based  upon  a  large  prospective  in- 
crease of  business,  upon  the  continuance  of  the 
Columbia  Railroad  as  a  pari  of  the  Pennsylvania 
Railroad,  and  upon  the  assumption  that  a  railroad 
stock  paying  common  interest  is  worth  par. 

Whether  the  state  would  be  influenced  by  a 
possible  ofl'er,  based  upon  the  estimate  of  the 
Railroad  Company,  is  not  known.  The  acquisi- 
tion of  $7,000,000,  if  applied  towards  the  extinc- 
tion of  state  bonds,  would  probably  save  more  in- 
terest than  the  operation  of  tho  worka  is  likely  to 
pay. 


The  "  main  line'  of  public  works,  extending 
from  Philadelphia  to  Pittsburg,  395  miles,  com- 
prise 118i  miles  of  railroad  with  a  rise  and  fall  of 
about  4,470  feet ;  and  277  miles  of  canal,  having 
174  locks,  and  a  rise  and  fall  of  1142  feet.  The 
principal  summit  overcome  at  the  AHeghaoies  is 
2291  leet  above  tide.        ■'■■'_''.:-       '.    \  '"■'■:.;.;.  : 

Regarded  as  a  commercial  route,  this  line  of 
395  miles  has  about  5,600  feet  of  rise  and  fall,  in- 
volving three  transhipments  at  the  intersection  of 
the  railroads  and  canals — while  the  western  har- 
bor of  the  canal  is  at  the  head  of  the  navigation 
of  the  Ohio,  and  the  eastern  depot  one  hundred 
miles  from  the  ocean.  Were  the  Union  canal 
and  the  Schuylkill  Navigation  employed  as  the  * 
eastern  division  of  the  main  line,  the  entire  length 
would  be  about  425  miles,  with  38  miles  of  severe 
mountain  grades,  and  about  300  canal  locks ;  or 
about  four  times  the  lockage  per  mile  of  the  Erie 
canal. 

Leaving  out  the  Columbia  road,  the  Pennsyl- 
vania Company  do  not  value  the  canal  portion  of 
the  line  and  Portage  railroad  beyond  S3,000,000, 
about  are  fourth  of  their  nominal  cost  to  the 
state.  v  ^;     .     .  . . ; .   ;;-.;r  .v  >r  t 

The  future  value  of  the  "main  line"  beyond 
Columbia,  will  be  nothing  until  it  is  improved  by 
an  outlay  of  $3,000,000,  for  in  its  present  condi- 
tion it  would  probably  cost  more  to  operate  it 
than  would  be  earned. 

It  is  believed  by  many  friends  of  Pennsylvania 
improvements  that  the  position  of  the  "  main  line" 
is  a  good  one  for  the  command  of  the  trade  of  the 
Ohio  valley.  They,  argue  that  it  wonld  cost  no 
more  to  bring  freight,  by  land,  from  the  Ohio  val- 
ley to  the  eastern  base  of  the  Alleghanies  than  to 
Lake  Erie.  This  offsetts  Ohio  river  navigation 
against  that  of  the  lake  Erie,  and  puts  150  miles 
of  the  Hempfleld  and  Pennsylvania  roads,  with 
grades  of  66  feet,  and  a  rise  of  nearly  1500  feet, 
against  the  transit  across  Ohio.  It  is  a  forced  com- 
parison, not  altogether  favorable  to  the  "  main 
line." 

The  Ohio  valley,  East  of  Scioto  county,  Ohio,  is 
not  however  a  great  producing  or  trading  district. 
The  counties  on  the  Ohio  bank  rank  generally  as 
second  and  third  rate  in  the  population  of  Ohio, 
while  the  Virginia  counties  with  the  exception  of 
Ohio  county,  are  among  the  most  thinly  settled  in 
that  state.  Below  Scioto  county  we  apprehend 
there  is  but  little  trade  seeking  its  way  up  stream 
to  Pittsburg  or  Wheeling,  which  would  ever  be 
likely  to  benefit  the  Pennsylvania  canal  line,    • 

But  into  whatever  hands  the  public  works  may 
fall,  the  state  of  Pennsylvania  must  continue,  for 
aught  we  can  see,  to  la.t  their  trade.  Something 
must  be  taxed,  and  roundly  too,  else  there  will  be 
no  revenue.  The  customers  of  the  Pennsylvania 
Railroad  Company,  alone,  paid,  the  last  year, 
§965,725  11  as  tMs  and  taxes  to  the  state,  besides 
the  usual  local  taxes  to  which  all  railroad  prop- 
erty is  subject.  So  far,  the  business  ot  the  pub- 
lic works  has  been  taxed  heavily  towards  the  pay- 
ment of  the  interest  upon  their  excessive  actual 
cost. 

The  public  burdens  compared  with  those  of  the 
state  of  New  York,  are  a  collection  of  nearly  $6,- 
000,000  of  revenue  from  2,500,000  people  in  Penn- 
sylvania, against  that  of  S2, 500,000  from  3,500,000 
people  in  New  York ;  or  three  and  a  half  times 
more  from  each  individual  in  rcunaylvania  than 
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in  New  York.  So  far  the  "  public  works"  of  the 
former  stafe  have  been  saddled  with  the  load, 
until  the  public,  although  they  felt,  could  not  see 
the  difference.  The  value  of  the  public  works 
will  depend,  in  future,  upon  the  amounts  to  which 
they  are  assessed  for  the  support  of  the  state; 
while  if  they  are  placed,  in  this  respect,  upon  an 
equitable  basis  with  other  property,  we  must 
await,  with  much  curiosity,  the  effect  on  ail  prop- 
erty. 


I^ocomotiT^e  Boiler  for  Autiiracite  Coal. 

Much  of  the  diflSculty  in  burning  Anthracite 
coal  in  locomotives  has  arisen  from  the  contracted 
proportions  which  are  unavoidable  in  locomotive 
furnaces.  Where  a  twenty  horse  engine  has,  per- 
haps, 16  square  feet  of  grate  area,  a  locomotive 
consuming  ten  or  twenty  times  more  steam  has 
not  more  than  twenty  or  twenty  five  feet  grate. 
The  success  of  Winans'  coal  engines  dated  from 
the  first  enlargement  of  their  grates.  'The  Balti- 
more coal  engines  have  now  less  than  twenty  five 
'  square  feet  of  grate,  an  allowance  which  with 
their  present  form  of  furnace  appears  to  bo  all 
that  is  practically  attainable.  But  the  present 
size  of  these  grates  has  been  obtained  by  extend- 
ing them  lena:thwise  until  the  froLt  ends  of  the  bars 
are  nearly  beyond  the  reach  of  the  fireman's  shov- 
el. Their  length  is  ieven  feet.  To  be  able  to  fire 
such  a  furnace  nithout  too  much  labor,  an  open- 
ingh  has  been  made  through  the  water  space  which 
forms  the  J/Op  of  these  furnaces,  and  a  coal  box 
has  been  applied,  having  a  door  on  its  top  and  a 
sliding  plate  in  the  bottom.  This  box  is  charged 
with  coal,  the  top  covered  and  the  bottom  wit  h 
drawn,  by  which  the  c©al  is  dropped  upon  the 
center  of  the  grate.  This  is  a  very  unsatisfactory 
method  of  firing  as  the  coal  is  not  spread  over  the 
grate,  leaving  a  large  proportion  uncovered,  and 
preventing  a  proper  combustion  even  of  what  is 
dropped  in  the  grate.  Many  of  the  fireman  upon 
the  Reading  road  will  not  feed  the  coal  through 
the  top  of  the  furnace  at  all,  but  do  their  best  to 
keep  a  proper  fire  by  feeding  through  doors  at  the 
hind  end. 

To  secure  what  is  desirable,  the  largest  practi- 
cable extent  of  grate  and  the  easiest  access  for 
firing,  we  have  proposed,  for  freight  engines  hav- 
ing small  driving  wheels  all  in  front  of  the  fire- 
box, that  the  tubes  be  lengthened  sufficiently  to 
place  the  firebox  entirely  behind  the  rims  of  the 
back  drivers,  and  that  the  grate  be  then  extended 
across  the  track  to  the  greatest  width  allowable 
for  the  engine.  Upon  this  plan  a  grate  of  from  30 
to  50  square  feet  would  be  practicable  upon  the 
narrow  guage,  and  one  from  b  to  10  feet  more 
upon  the  six  feet  guage.  Such  a  grate  would  be 
fed  from  doors  across  its  entire  width,  whereby 
every  inch  of  surface  could  bo  properly  covered 
with  coal.  The  firebox  would  be  extremely  shal- 
low at  its  sides,  having  sloping^  walls,  ascending 
to  the  crown.  The  crown  sheet  would  therefore 
be  quite  small,  and  would  not  consequently  sus- 
tain an  excessive  pressure. 

Such  a  firebox,  unless  the  forward  end  of  the 
engine  was  quite  heavy,  would  throw  it  out  of 
balance.  Winan's  coal  engines,  however,  as  con 
structed  with  furnaces  of  seven  feet  length,  and 
unsupported  behind  the  firebox,  weigh  heaviest 
on  the  forward  wheels.  If  a  heavy  engine,  like  a 
first  class  burden  engine,  have  a  proper  amouiat 


of  material  in  the  fastening  of  the  cylinders,  such 
a  plan  of  furnace  as  we  propose,  would  not  in  our 
opinion,  throw  the  engine  injuriously  out  of  bal- 
ance. ;•?''"-'.  •:  ■.     1   "1 

The  only  other  objection  is  in  the  use  of  ex- 
tremely long  tubes.  Such  a  boiler  would  require 
from  15  to  17  feet  length  of  tubes.  If  copper 
tubes  however,  1}  inches  diameter  and  13  feet 
length,  will  remain  tight,  as  they  do  in  many 
cases,  we  should  not  hesitate  to  say  that  iron 
tubes,  3  inches  in  diameter  and  16  feet  long,  well 
set,  would  remain  equally  tight.  Iron  is  less  ex- 
panded by  heat  than  copper,  and  once  well  set, 
will  resist  more  strain.  A  3  inch  tube  would  al- 
low nearly  double  the  bearing  surface  for  a  joint 
at  the  ends  as  one  of  1 1  inches.  The  2i  inch  iron 
tubes,  14  feet  long,  in  the  engines  made  by  the 
Baltimore  and  Ohio  road,  are  reported  as  giving 
no  trouble  by  leakage. 

So  far  as  the  length  of  tubes  would  affect  the 
draught  of  the  fire,  we  believe  that  to  be  a  matter 
depending  altogether  upon  the  size  of  the  tube, 
and  that  for  this  reason  a  three  inch  tube  of  16 
feet  length,  would  give  as  free  draught  as  a  2  inch 
tube  of  11  feet.  A  single  tube  of  3  inches  diame- 
ter would  have  more  than  double  the  area  of  open- 
ing of  a  2  inch  tube,  and  by  that  circumstance 
would  contain  a  sufficient  amount  of  heat  to  com- 
pensate for  its  extra  length.  .         -   . 

Such  a  boiler  would  conform  with  the  condi- 
tions required  in  heavy  engines  for  working  max- 
imum trains,  and  for  working;  heavy  grades.  It  is 
probable  that  a  boiler  upon  the  plan  we  have  pro- 
posed will  be  tested  within  a  few  months  upon  an 
important  line  of  road  interested  in  the  adaptation 
of  coal  to  locomotives. 


road  ;  the  writer  assisted  in  its  construction  and 
tried  it  on  the  Railroad  ;  it  was  called  the  Dc  Witt 
Clinton,  and  was  of  small  size,  not  weighing  quite 
4  tons  ;  it  would  not  take  over  3  cars(s^mall  ones) 
from  Albany  up  to  Schenectady,  however,  ahme\\. 
attained  a  speed  of  near  40  miles  an  hour.  Soon 
after  this  Engine  commenced  running,  which  was 
about  July  1831,  one  of  Stevenson's  improved  Lo- 
comotives arrived  on  the  Road  from  England ;  it 
had  4  wheels  of  the  same  size,  and  10  inch  cylin- 
ders, 14  inch  stroke.  The  contrast  between  this 
Engine  and  the  American  one,  was  great,  the  lat- 
ter being  a  beautiful,  light,  racehorse,  looking  ma- 
chine, while  the  former  looked  heavy  and  "  Elc- 
phantic"  in  comparison ;  it  was  immediately  chris- 
tened "  Ji'hn  Bull."  However,  it  proved  to  be  an 
excellent  machine,  and  the  writer  has,  on  the  Mo- 
hawk and  Hudson  Railroad  (in  1831, >  fre- 
quently driven  it,  with  a  train  of  cars  behind  it,  5 
miles  in  12  minutes.  This.  I  believe,  was  the  first 
English  Engine  that  run  with  regular  passenger 
trains  in  this  country,  at  least  I  am  not  aware  of 
any  one  before  it ;  by  the  way,  this  Engine  was 
subsequently  altered,  and  I  believe  was  the  first 
Locomotive  under  which  atruck  was  placed,  which 
was  done  in  the  Railroad  Company's  Shop,  under 
the  direction  of  Mr.  Asa  Whitney,  the  Company's 
Superintendent. 

Yours,  &c.,  ,.';.• 

JuH\  Hahpsok, 
Engineer  New  Orleans  and  Carrol  ton  R.  B. 


John  Hampaont  Esq. 

We  regret  to  announce  the  death  of  John  Hamp 
SON,  Esq.  of  Carrolton,  La.,  one  of  the  oldest  Rail- 
way Engineers  io  this  country.    Mr.  Hampson 
was  conversant  with  both  Civil  and  Mechanical 
Engineering,  and  has  from  time  to  time  commu- 
nicated important  and  interesting  information  to 
the  Journal,  to  which  he  was  for  many  years  a 
subscriber,  up  to  the  date  of  his  decease.    Al 
though  for  several  years  Mr.  Hampson  has  been  a 
resident  of  Louisiana,  he  was  formerly  a  resident 
of  this  city,  and  much  interested  in  the  early  man- 
ufacture and  trial  of  locomotives.     The   follow 
ing  extract  from  a  letter  received  from  him  some 
years  since,  contains  some   interesting  facts  for 
young  machinists : 

In  1829,  the  Delaware  and  Hudson  Rail 
road  Company  imported  2  Locomotives  from  Eng- 
land, of  the  old  form  ;  one  of  them  was  erected  and 
tried  in  the  West  Point  Company's  shop,  at  the 
foot  of  Beach  street  in  your  city,  and  the  other 
was  tried  at  Dunscombe's  near  the  East  River.  I 
did  not  sec  them  on  a  Railroad,  but  I  heard  they 
did  not  succeed.  In  the  latter  part  of  1829,  or 
perhaps  in  the  beginning  of  1830,  a  Locomo- 
tive Engine  was  made  at  the  said  West  Point 
Company's  Shop,  for  the  Charleston  and  Ham- 
burgh Railroad.  This  was  employed  in  conveying 
materials  for  the  continuation  of  the  Road,  and  I 
believe  was  the  first  one  made  in  America  that  per 
formed  successfully;  about  the  end  of  the  latter 
year,  another  one  was  made  at  the  same  establish- 
ment for  the  same  Railroad  Company.  In  the  be- 
ginning of  1831 ,  an  Engine  was  also  made  at  the 
same  place  for  the  Albany  and  Scbenectady^Rail- 
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RAILROAD     DAMAGES     FROM     USING    AN     LNSLITABLK 
CAB.  J     .,  -•    «■••'• 

The  following  is  a  fuller  statement  and  also  the 
charge  of  Judge  Slosson  in  the  case  of  McQuadc 
vs.  the  Erie  Railroad  Company  which  we  briefly 
reported  last  week. 

This  was  an  ac'iou  to  recover  damages  for  in- 
juries occasioned  by  an  accident  on  one  of  the  de- 
fendants'  railroad  trains.  The  pljiintifl'  alleged 
that  be  was  traveling  as  a  newsboy  on  an  express 
train  of  the  New  York  and  Erie  Railroad  Com- 
pany, and  that  in  place  of  the  ordinary  baggage 
car  a  freight  car  had  been  substituted,  which  was 
thrown  from  the  track  near  Owego,  \yhereby  the 
plaintiff  was  severely  injured,  his  leg  being  broken, 
and  his  head  severely  cut.  Testimony  was  ad- 
duced tending  to  show  that  a  freight  car  was 
more  liable  to  run  off  the  track  than  a  baggage 
car,  especially  when  not  heavily  loaded.  Damages 
laid  at  810,000. 

In  defence  it  was  shown  that  the  Company  had 
made  a  contract  with  one  Skelly,  a  news  agent, 
by  which  it  was  prorided,  for  a  stipulated  sum, 
that  he  should  have  the  privilege  of  sending  two 
boys  on  each  train  as  far  as  Middletown,  and  one 
beyond,  but  it  was  in  evidence,  as  well  from  Skel- 
ly's  testimony  as  from  that  of  one  of  the  officers 
of  the  Company,  that  it  was  expressly  agreed  that 
the  Company  should  not  assume  any  risk  or  lia- 
bility in  respect  to  Skelly  or  his  boys.  It  appear- 
ed that  a  person  by  the  name  of  Sickcrson  was 
the  regular  newsboy,  whose  business  it  was  to 
distribute  papers  upon  this  train,  but  that  his 
hand  being  injured  be  had  obtained  McQuade  to 
take  his  place.  There  was  conflcting  evidence  as 
to  whether  this  was  done  with  Skelly  s  knowledge 
or  consent  Both  Sickerson  and  McQuadc  were  on 
the  train  at  the  time  of  the  accident,  and  the  con- 
ductor testified  that  McQuade  had  no  pass,  but 
that  he  consented  that  he  should  go  on.  The  ac- 
cident took  place  beyond  Middletown,  while  the 
train  was  on  its  way  to  Elmira.  The  defendants 
further  denied  that  there  was  any  negligence  on 
their  parts  as  the  cAase  o[  the  accident,  and  they 
called  to  the  stand  the  Superintendents  of  the  New 
Jersey,  Harlem  and  Hudson  River  Railroad  Com- 
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panies,  and  various  persons  who  testified  that  a 
freight  car  was  as  safe  a.x  a  baggage  or  passenger 
car  -,  and  it  was  in  evidence  that  the  track  was  in 
good  orderashort  time  previous  to  the  accident,  and 
that  upon  examination  it  was  found  that  the  rail 
had  been  raised  some  inches  from  its  chair  by  the 
action  of  the  f:  ost. 

His  Honor  Judge  Slosson  instructed   the   Jury 
substantially  as  folfows : 

Railroad  Companies  are  common  carriers — They 
are  bound  to  take  passengers,  and  as'resf)ect8  them, 
they  are  bound  to  lake  the  greatest  possible  care 
and  diligence.  The  distinction  between  gross  neg- 
ligence and  simple  negligence  is  not  applicable  to 
such  cases.  The  dangers  are  so  great  that  public 
policy  requires  strict  adherence  to  this  rule.  The 
rights  of  a  passenger  rest  upon  a  contract  with 
the  Company  for  a  consideration  ;  but  a  passen- 
senger  is  not  the  only  one  entitled  to  rights— any 
party  lawfully  on  board  is  equally  entitled,  unless 
there  be  something  to  take  his  case  especially  out 
of  the  rule.  He  is  lawfully  on  board,  though  not 
a  passenger,  if  he  is  there  by  virtue  of  a  special 
contract  or  by  permission,  of  the  Company.  Such 
a  contract  may  limit  the  liability  of  the  Company ; 
and  the  permission,  if  it  be  a  case  of  permission, 
must  be  taken  in  reference  to  the  case  itself,  the 
character  of  the  party  to  whom  it  is  given,  and 
the  circumstances  under  which  it  was  given.  Giv- 
ing a  party  on  the  cars  permission  to  go  thereon, 
would  not  give  greater  rights  than  he  would  have 
had  without  such  permission,  except  that  it  would 
put  him  there  lawfully. 

If  he  sustained  a  peculiar  position  or  relation  or 
oflBce,  and  was  in  the  cars  in  such  capacity,  but 
for  the  time  without  such  evidence  as  the  rules  of 
the  Company  might  require,  then  giving  the  per- 
mission removes  tiio  latter  objection,   but  leaves 


Skelly,  in  his  capacity  of  a  principal  news-agent 
privileged  to  carry  on  that  occupatiou  in  the  cars  ; 
and  this  could  only  be  by  an  agreement  with  the 
Company,  as  already  stated.  Was  there  any  such 
agreement,  and,  if  so,  what  were  its  terms  1 

After  reviewing  the  evidence  on  this  subject, 
his  Honor  proceeded  as  follows : 

If,  from  the  evidence,  you  think  that  it  was 
agreed  that  the  Company  should  not  bo  liable  for 
injuries  caused  to  Skelly  or  his  newsboys,  there  is 
an  end  of  the  case,  for  the  plaintiff  can  have  no 
greater  rights  than  Skelly,  whether  his  right  to 
be  in  the  cars  depended  upon  the  pass,  or  upon 
the  permission  of  the  conductor.  In  either  case 
ho  is  under  a  restriction  of  rights  as  against  the 
Company.  If,  however,  you  find  no  such  ipccial 
contract  to  have  in  fact  been  made,  it  being  con- 
ceded that  the  plaintiff  was  permitted,  notwitstand- 
ing  he  had  no  pass  to  remain  tn  the  cars,  then 
the  ne.\t  question  will  be,  was  the  disaster  the 
result  of  the  defendants'  negligence. 

While  it  is  true  that  railroad  companies  are  held 
to  a  high  standard,  they  are  not  liable  for  every 
casualty.  To  render  them  accountable,  the  acci- 
dent must  have  occuned  through  their  default. 
They  are  not  responsible  for  inevitabl  e  accidents. 
And  it  is  for  the  Jury  to  determine  what  was  the 
cause  of  the  casualty  in  the  present  case.  The 
learned  Judge  then  briefly  reviewed  the  evidence 
in  the  case,  and  then  left  it  to  the  Jury,  who  re- 
turned a  verdict  for  the  plaintiff  for  S3,000. 

For  the  plaintiff,  L.  E.  liulkeley ;  for  the  defend- 
ants, D.  B.  Eaton  and  Jas.  Kent. 


tireat  'Western  Kailroad  of  Canada. 

The  receipts  of  this  Boad  for  tbofseek  ending 

June  23,  were ^24,031  12 

Passengers,  Freight,  &c 1 ,233  00 


Total £6,264  12 

Receipts  for  the  year  to  June  23    118,155  8 


Blorrlfl  and  Essex  Railroad. 

The  stockholders  of  the  Morris  and  Essex  Rail- 
road Company  met  at  Ilackettstown  on  the  14th 


Total £123,420  0 

Grand  TranU. 

receipts  of  the  Grand  Trunk  for  the  week 


The 

ending  June  3d,  were — 

,   4792  Passengers,  First  Class, 
1134J        "  Second  " 

4020i  Tons  Merchandise, 
595,128  Feet  of  Lumber, 

438  Cords  of  Fire  Wood,  "' 
Mails,  dLC. 


For  tho  week  ending  June  10 — 

4,760  Passengers,  First  Class, 

1,165  J        "  Second    "  . 

3,690J  Tons  Merchandise,      '. 

436,861  Feet  of  Lumber, 

360  Cords  of  Fire  Wood, 

Mails,  &c. 


$4,406  69i 

727  43 

9,917  68 

1898  74 

614  69 

779  87 


$18,244  40i 

$5105  12i 

676  08i 

9,882  68 

1,727  82 

406  00 

779  27 


$18^76  83 

I     .    ■     r:-  • 


inst.     The  annual  report  states  the  receipts  of  the 
the  party  subject  to  whatever  restrictions  or  disa- 1  year  to  be  jJ190,241  46,  viz  : 


United  State*  Bllnt. 

The  coinage  of  the  Mint  for  May  was— 

Gold $3,270,330.00 

Silver, 210,100.00 

Copper, 8,176.96 


bilities,  rf  any,  he  might  have  been  under  before 
such  permission  was  given.  Thus  the  verbal  per- 
mission to  remain  in  the  present  case  removed 
the  objection  that  the  plaintiff  was  without  a  pass, 
but  leaves  him  in  the  same  position  in  other  re- 
spects as  he  would  have  been  if  he  had  had  a 
pass.  There  is  uo  evidence  that  tho  plaintiff  was 
on  board  the  train  as  a  passenger.  The  questions 
then  are : 

1.  Was  thcplaintiff  thereby  virtue  of  a  contract 
made  by  the  defendants  with  himself;  if  so,  what 
were  the  terms  of  the  contract  1 

2.  If  not,  did  he  sustain  a  relation  to  the  Com- 
pany which  would  limit  his  rights  against  them  ? 
Such  a  relation  may  by  created  be  virtue  of  a 
special  agreement  -between  the  parties. 

If  then,  the  Jury  should  be  of  opinion  that  there 
was  a  special  contract  with  the  plaintiff  himself, 
or  that  ho  sustained  a  relation  to  the  Company 
which  would  limit  their  liability,  the  plaintiffs 
rights  must  be  determined  by  such  special 
contract  or  by  the  mature  and  condition 
of  such  relation  between  the  parties.  If 
they  should  be  of  opinion  that  there  was  no  such 
special  contract  between  the  plaintiff  and  defen- 
dants, nor  any  such  special  relation  between  them, 
then,  it  being  conceded  that  the  plaintiff  was  per- 
mitted by  the  conductor  to  remain  on  board  the 
cars,  which  makes  the  question  whether  he  had  a 
pass  or  not  immaterial,  another  question  will 
arise,  viz : 

3.  Was  the  disaste^the  result  of  tho  defendants' 
negligence  ?  and  if  so. 

1.  What  is  the  proper  amount  of  damages  to 
compensate  the  plaintiff  for  the  injuries  sustain- 
ed 7 

The  two  first  questions  may  be  considered  to- 
gether, since,  in  effect,  the  decision  of  one  will  de- 
termine that  of  the  other.  There  is  no  pretence 
of  any  special  contract  with  the  plaintiff  himself. 
The  only  contract  alleged  is  one  with  Skelly. — 
Neither  Skelly  nor  the  plaintiff  had  any  right  to 
sell  papers  in  the  cars,  except  by  virtue  of  a  con- 
tract with  the  Company.  The  contract  with  Skel- 
ly, if  yon  are  satisfied  from  the  evidence  that  any 
such  contract  was  made,  must  content  ihe  rights 
of  the  phiintiff.  The  plaintiff  claims  to  have  been 
in  the  cars  as  a  newsboy,  by  yirtae  of  a  pass  from 


Mails S2,869  32 

Rents  &  sund.       138  69 


From  Pass.Sl  13,391  06 
Freight....      73,842  39 

The  expenses  were   S'91,281  68 — tlie  following 
being  the  items  , 

The  balance  after  paying  expenses  is.. $95,959  78 

Paid  two  semi-annual  divi- 
dends   $43,402  97 

Paid  interest  upon  debt  of 

Company 7,593  46—50,996  43 


Balance  clear  profits  during  the  year$44,963  35 
The  number  of  passengers  carried  during  the 
year,  exclusive  of  commuters  and  free,  was  245,- 
925.  Two  engines,  co3|ting  $24,485,  and  18  cars, 
costing  $16,545,  have  been  added  to  the  equip- 
ment of  the  road.  Tho  following  gentlemen  were 
chosen  Directors  for  the  ensuing  year :  William 
Wright,  Joel  W.  Condit.  Beach  Vanderpool,  J.  C. 
Garthwaite,  Stephen  1>.  Day,  Daniel  Babbit,  Joua. 
Parkhurst,  William  N.  Wood,  Aaron  Robert- 
son. . 


Land  Orant  to  Railroad*. 

AVe  publish  in  another  column,  an  eloquent  me- 
morial addressed  by  the  Alabama  and  Tennessee 
Railroad  Company  to  Congress,  praying  for  a 
Grant  of  Land  to  aid  in  the  construction  of  their 
road.  We  readily  endorse  the  opinion  expre.«i.sed 
as  to  tho  vidue  and  importance  of  the  above  line, 
and  would  bo  glad  to  see  it  aided  in  every  legiti- 
mate way.  The  land  asked  for  lies  upon  the  line 
of  the  road.  We  admit  that  the  road  will  be  built 
without  the  aid  asked  for  ;  and  this  we  regard  as 
one  of  the  strongest  arguments  in  favor  of  a  grant, 
as  indicating  clearly,  that  the  road  should  be  built.' 
Certainly  tho.se  engaged  upon  a  meritorious  pro- 
ject are  much  more  deserving  of  encouragement, 
than  those  who  are  pushing  forward  a  bogus  one. 

strike  on  the  Erie  Railroad. 

We  learn  that  the  Engineers  on  the  Erie  Rail- 
road, have  complied  with  the  rules  of  the  Compa 
ny,  and  have  gone  to  work  again. 


$3,988,605.96 
The  gold  bullion  deposited  in  May,  was : 

From  California $3,400,000 

From  other  sources 196,000 


Total $3,696,000 

Silver  bullion  deposited 134,000 

The  deposits  of  precious  metals  for  the  first  6 


months  of  the  year  were : 
.    .  .    ,.    .    1853. 

Gold. 

Januaiy $4,962,097 

February 3,548,523 

March 7,533,762 

April 4,766,000 

May 4,425,000 


ToUl $25,235,372 

1854. 
Gold. 

January $4,215,579 

February 2,515,000 

March 3,982,000 

April 3,442,000 

May 3,696,000 


Oil  f  (91. 

$14,000 

13,660 

70,000- 

2,550,006 

1,447,000 


$4,094,600 

Silver. 
$108,000 
1,166,000 
147,500 
129,000 
196,000 


ToUl $17,749,679        $1,746,560 

Showing  for  the  four  months  of  this  year  a  de- 
crease of  $7,485,792  in  the  deposits  of  gold,  and 
of  $2,348,060  in  the  deposits  of  silver,  making  a 
total  decrease  of  $9,833,862.  1"''  ."'•'. 

Tannton  Branch  Railroad. 

The  earnings  of  the  Taunton  Branch  Railroad 
f'->r  the  year  ending  May  31st,  1854,  were  : 

Passengers $100,089  55 

Freight 66,659  74 

Mail 1,151  99 

Interest l,062  03 


.iv*v-     .■/>..-,■...:       $168,953  31 
Expenses....  ....  .....'........,...    150,478  79 

Net  profits $18,474  62 

A  semi-amiu&l  dividend  of  4  per  cent,  was  de- 
clared. 


-i  J^^.^i.--:-,- 
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C»r  Ventilation. 

In  the  Juurnal  to-day,  we  present  an  illustrated 
descriptfon  of  another  mode  of  Car  Ventilation, 
designed  also  to  exclude  dust  and  other  objection- 
able matter.  The  same  theory  is  followed  in  the 
application  of  this  method  of  Messrs.  Watebbury 
and  Atwood,  denoted  in  our  remarks  upon  the 
plan  of  Mr.  Lancaster,  some  weeks  since;  but 
the  whole  mode  of  operation  in  the  recei>tionofthe 
air,  and  its  conduct  throughout  the  train  is  entire- 
ly different. 

It  will  be  observed  that  Mr.  Waterbury's  Ven- 
tilation has  been  successfully  tried  on  the  Nauga- 
tuck  Road  in  Connecticut,  for  more  than  a  year 
past.  The  Railroad  Commissioners  in  their  late 
report  to  the  Legislature  of  that  State  speak  of  its 
operation  in  the  following  words  : — 

"  The  Commissioners  found  in  use  on  the  pas- 
senger trains  of  this  Road,  "'Atwood  &  Waterbury's 
Rail  Road  Car  Ventilator"  by  whose  operation  all 
dust  and  smoke  is  excluded  from  the  cars,  and  a 
current  of  fresh  air,  of  more  or  less  volume,  ac 
cording  to  the  will  of  the  regulator,  is  continually 
passiig  through  them  when  the  train  is  in  motion.' 

Within  the  last  two  weeks  one  of  the  Way  trains 
of  the  New  Jersey  Railroad  and  Transportation 
Company,  has  been  fitted  up  with  this  plan  of  ven- 
tilation, and  we  have  had  the  pleasure  of  witness- 
ing its  operation.  As  represented  in  the  Cut,  by 
this  method  the  Cars  of  the  train  are  connected  by 
the  enclosure  of  the  space  between  them  with  flex- 
ible materials;  the  air  is  received  in  channels 
formed  by  placing  outer  casings  on  both  sides  of 
the  tender,  and  thence  carried  over  the  baggage 
cars  and  through  the  doors  of  all  the  passenger 
cars  which  must  remain  open,  the  side  windows 
being  closed. 

The  experiment,  so  far  as  we  could  see,  was  en- 
tirely successful.  The  day  was  very  warm  and 
close ;  scarcely  any  motion  of  the  air  being  per- 
ceptible. Although  the  passage  of  the  train  raised 
a  heavy  cloud  of  dust,  none  of  it  came  into  the 
car,  through  which  there  was  an  agreeable  circu- 
lation. We  do  not,  however,  regard  this  test  as  by 
any  means,  a  severe  one.  The  train  was  short, 
five  cars  only,  no  baggage  car.  We  should  have 
preferred  a  long  passenger  train,  as  a  better  test, 
for  the  reason  that  the  forward  cars  of  a  long  train 
are  always  much  less  dusty  than  the  rear  ones. 

Aa  to  the  baggage  cars,  we  should  like  to  have 
seen  it  demonstrated  whether  the  passing  of  the 
air  op  over  the  baggage  cars  and  then  precipita- 
ting it  down  into  the  doors  of  the  passenger  cars 
is  any  obstruction  to  its  passage,  or  causes  any  de- 
crease of  its  volume.  However,  these  are  points 
which  we  presume  have  been  settled  on  other 
roads  where  it  has  been  tested. 

The  testimony  of  Mr.  Hurd  is  competent,  we 
suppose,  and  we  certainly  think  it  strong,  and  to 
the  point.  Thero  is  no  longer  any  use  of  breath- 
ing du««t  while  travelling  in  cars.  This  point  is 
settled.  The  annoyance  can  be  avoided,  and  it 
can  be  done  at  a  low  cost.  There  are  two  methods 
before  the  public  and  between  the  two,  competi- 
tion will  be  likely  to  reduce  the  cost  of  ventilation 
to  such  an  amount  that  expense  will  constitute  no 
valid  excuse  to  Companies  for  longer  compelling 
their  passengers  to  inhale  a  dusty,  smoky,  and 
fetid  atmosphere. 

The  expense  of  this  plan  it  is  thoight,  will  not 
Mttouat  to  oyer  forty  or  fifty  dollars  the  car. — 


This  is  a  mere  nothing,  and  should  not  deter  Com- 
panies from  adopting  it,  one  moment  after  they 
become  satisfied  of  its  utility.  The  proprietors, 
we  understand,  are  now  ready  to  tit  up  trains  at 
once,  upon  application.     !      '      -     •  .' 


Vessel  Tonnage  or  tbe  V.  S> 

The  tonnage  of  the  United  States  on  the  30th 
of  June,  1853,  amounted  lo  4,407,010  tons,  and 
ihe  amount  of  tonnage  lost  at  sea,  and  condemned 
as  un-seaworthy  in  the  year  ending  at  the  same 
period,  was  55,278  tons,  or  about  12-10  per  cent 
DUiy  of  the  whole.  The  nuuibt-r  of  vessels  built  in 
the  United  States  in  the  liscal  year  of  1853,  is  giV- 
I'U  at  295  Ships,  271  Steamers,  95  Brigs,  081 
Schooners,  and  394  Sloops,  showing  an  aggregate 
of  1710  vessels,  amounting  to  425,572  tons.  Ol 
ihis  amount,  the  States  i)roducing  them  were  as 
follows: 

Vessels,  Tons. 

Maine...'.  . ...  .....  ....3ol  118,916 

New  York 289  83,224 

Massacliusctts 205  83,016 

Pennsylvania  .'. 191  31,639 

Ohio 00  21,203 

Maryland 122  16,901 

Connecticut 67  *    9,422 

New  Hampshire 10  ■;      8,666 

Kentucky 30  '      8,59;i 

New  Jersey 58  :      7,107 

Virginia 40  6,69'J 

Delaware 33  *     4,436 

-Michigan 35  3,304 

Missouri 22  >     3,583 

Indiana 9  3,455 

Shode  island 11  3,170 

Distrct  of  Columbia 42  2,743 

Wisconsin 14  :    2,422 

South  Carolina 38  1,993 

North  Carolina 22  1,746 

Louisiana 17  1,346 

Illinois 9  1,158 

Vermont 4  218 

California 2  140 

Tennessee 1  45 


Total. 


,1710 


425,572 


BlllwauUee  and  "Watertowu  Railroad. 

We  have  received  and  read^with  much  satisfac- 
tion the  first  Annual  Report  of  the  Directors  ol 
tbe  Milwaukee  and  Watertown  Railroad  Company, 
bringing  up  the  record  of  their  transactions  to  the 
first  day  of  May  last  past.  This  company  was 
duly  organized  on  the  4th  day  of  January,  1853, 
by  the  election  of  thirteen  Directors,  under  a  very 
liberal  charter,  granting  them  the  right  to  locate 
and  construct  a  single  or  double  track  from  the 
Milwaukee  and  Mississippi  Railroad,  in  the  county 
of  Waukesha,  to  the  city  of  Watertown,  and  sub- 
sequently to  extend  the  same  to  Portage  city,  Co- 
lumbia county,  and  to  La  Crosse,  on  the  Missis- 
sippi River.  In  June,  1863,  the  contract  for  build- 
ing the  road  as  far  as  Watertown  was  let  to  Messrs. 
liishop,  Stewart  &  Co.  Under  this  contract,  ac- 
cording to  the  report  of  the  Chief  Engineer,  E.  H. 
Uroadhead,  two-thirds  of  the  grading  is  finished, 
the  bridging  and  masonry  completed,  eight-ninths 
of  the  cross-ties  delivered,  and  all  the  iron,  chairs 
and  spikes  purchased  and  in  course  of  delivery. 
There  is  nothing  in  the  way,  therefore,  says  the 
same  officer,  of  "  having  the  road  in  operation  as 
early  as  the  first  of  September  next." 

Tne  cost  of  the  road,  complete,  at  cash  prices, 
is  estimated  at  $740,000,  or  $23,870  per  mile,  in- 
cluding 6  locomotives,  4  passenger.  4  baggage, 
and  100  freight  cats.  The  business  of  the  road, 
calculated  upon  the  acual  returns  of  the  business 
of  the  plank  road  for  1863,  is  put  at  $162,500. — 
Deducting  expenses  of  operating,  interest  on  bonds 
and  rent  to  the  Milwaul^ee  and  Mississippi  Rail 
road  Company  for  use  of  track  and  depot  grounds, 
there  remains  $38,900,  applicable  to  dividends  on 
stock,  which  gives  about  12  per  cent.  But  this, 
be  it  remembered,  is  founded  on  last  year's  busi- 
ness of  the  plank  road ;  and  the  chief  engineer 


well  says  that  he  thinks  it  safe  to  estimate  the 
incrc-we  of  the  present  year  at  one-third.  Mr. 
Broadhead  is  proverbially  closo  and  cautious  in 
all  his  estimates,  as  well  of  the  cost  as  of  the  busi- 
ness of  railroads,  and  we  have  no  doubt  that  the 
result  will  abundantly  verify  his  very  favorable 
opinion  of  the  Milwaukee  and  Watertown  Railroad 
as  an  investment. — Milwaukee  ScjiUhcI. 

Relntlvc  Strength  of  Iron. 

Prof  R.  W,  JoH.vso.N  and  others,  having  institu- 
ted experiments  as  to  the  strength  of  the  diflTercnt 
manufactures  of  iron  in  various  Countries  put 
forth  the  results  contained  in  the  annexed  table. 
The  fig.  repre  sent  the  number  of  pounds  pressure 
per  square  inch  endured  by  each  "  make  '  at  the 
yielding  point. 

Missouri  Bar  Iron,  lbs.  per  sq.  inch 47,909 

Fourehambault  (French) 47,904 

Ste.  Chambaud         •'     49,000 

Tennessee  Iron 50,000 

Superior  English 52,823 

English  Iron 45,842 

Welsh        "     67.«:6 

Salisburv  "    58,000 

Svsedish'Bar 53,186 

Centre  Co.  (Penn.) 58,400 

Lancaster  Co.,  (Penn.) 58,661 

Essex  Co.,  (N,  Y.) 58,105 

English  Cable 59,912 

Sutfordshire,  (Eng.) 59,472 

Swedish,  (-id) 60,928 

English  Cable,  hammered 71,000 

Best  English 72,362 

Ru.ssiaBar 76,069 

Phillipsburg,  wiredrawn 89,162 

Jack.son  Company's 89,682 

Fort  'Wa>ne  and  Claicago  Railroad. 

We  understand  that  the  directors  of  this  road 
have  thought  it  prudent  under  existing  circum- 
stances, to  change  the  plan  of  operations,  and  in- 
stead of  working  as  heretofore  along  its  whole 
length,  with  a  view  to  a  simultaneous  opening,  to 
concentrate  the  forces  mainly  on  the  eastern  por- 
tion reaching  to  Columbia,  Whitley  county,  in  or- 
der that  the  road  may  be  completed  in  divisions 
connecting  with  the  finished  roads  from  the  East 
.\.t  an  early  date  in  September  next  it  is  designed 
to  commence  track  laying  from  the  Summit  City 
to  the  West,  and  to  open  twenty  miles  by  Novem- 
ber to  run  in  connection  with  the  Ohio  and  In- 
diana. 

In  the  mean  time  the  heaviest  sections  on  the 
Western  Division,  requiring  the  longest  time,  will 
continue  to  progress. 

The  iron  for  the  whole  road  to  Chicago  has  been 
purchased,  and  its  delivery  is  soon  to  be  com- 
menced. 

A  large  portion  of  the  cross  tics  has  already  been 
delivered  for  the  Western  as  wdl  as  the  Eastern 
division,  and  a  fair  portion  of  the  grading  done.— 
Fort  Wayne  Times.  '^^ 

Grand    Rapid*    A    Indiana    Railroad    Com- 
pany. 

The  following  are  the  officers  and  directors  of 
this  newly  organized  company  :  Joseph  Lomax, 
President;  Wm.  H.  Cambell,  Secretary;  Sylvester 
a.  Shelton,  Treasurer;  Josiah  D.  Cook,  Chief  En- 
gineeer ;  Geo.  Walker,  Resident  Engineer. 

Josiah  C.  Cook,  Joseph  Lomax,  of  Marion,  In- 
diana; Joseph  G.  Van  Horn,  of  Grant  Co.,  Am- 
brose W.  Henley,  Andrew  J.  Nelf,  Amos  M.  Hack- 
ney, Lewis  Baily,  J.  E.  B.  Rose,  Abraham  Stahl, 
N.  D.  Clouser,  George  S.  Ilowell,  Sylvester  B, 
Shelton,  and  William  Henley,  of  Hartford  City 
Directors. 

This  company  was  organized  January  18th 
1863,  with  a  subscription  of  2-00  shares  at  $25 
each.  We  have  >'i>oken  of  it  previously  under 
the  name  of  Indiana,  Kalamazoo  and  Grand  Rap- 
ids Railroad  Company.  Though  the  name  at  the 
head  of  this  article  is  the  name  under  which  the 
company  was  chartered ;  the  office  of  the  company 
is  at  Hartford  City,  BUckford  couuty,  Indiana. 
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Tli«  Bair*lo,   Brantford  aud  •odciieb  Rall- 

At  a  meeting  of  the  Stockholders,  held  at  Brant- 
ford  on  Thursday  last,  the  old  Board  of  Directors, 
with  a  single  exception,  was  re-elected  for  the  en- 
suing year.  The  exception  which  we  have  men- 
tioned refers  to  Fayette  Ramsey,  Esq.,  who  was 
chosen  by  our  Common  Council  to  supply  the 
place  made  vacant  by  the  resignation  of  Myron 
P.  Bush,  Esq, 

The  Board  of  Directors  now  stands  as  follows  : 
— Messrs.  Sherwood,  Wadsworth  and  Rumscy, 
Buffalo ;  Mr.  Cleghoru,  Fort  Erie ;  Mr.  Oldfield, 
Dunviile ;  Messrs.  Lewis  and  Brown,  Goderich, 
and  Mr.  Hamilton,  Stratford. 

At  a  subsequent  meeting,  the  Hon.  James 
Wadsworih,  was  with  great  unanimity  re-elected 

President ;  Mr.  Clemeut,  Vice  President,  Archib- 
ald Gilkinson,  Secretary  and  Solicitor,  and  Wil- 
liam Wallace,  Cheif  Engineer.  We  congratulate 
the  Company  upon  the  strength  and  influence  of 
their  official  force,  assured  that  the  public  will 
heartily  endorse  their  action. — Buffalo  Commercial 
Advertiser. 

Ohio  and  BHasissippi  Railroad. 

Ei-ECTioN  OF  DiRECi'oRs. — The  stockholders  of 
the  Ohio  and  Mississippi  Railway  Company  met  at 
their  office  in  Cincinnati  yesterday,  and  elected  the 
following  Directors  for  the  ensuing  year:  James 
C.  Hall,  Charles  Stetson,  John  Baker,  Eden  B. 
Reeder,  Charles  W.  West,  Thomas  Phillips,  Richard 
W.  Keys,  Charles  D.  Coffin,  Nathaniel  Wright,  Je- 
thro  Mitchell,  George  W.  Cochran,  Henry  H. 
Goodman,  John  Slevin,  Thomas  Gart",  Abner  T. 
Ellis,  Cyrus  M.  Allen,  Meda  W.  Shields,  Richard 
A.  Clements.  John  Cobb,  H.  Trept,  aud  John  Ross. 
These  gentlemen  composed  the  old  Board,  and  will 
meet  this  morning  for  the  election  of  officers. 

The  road  is  now  opened  to  Seymour,  on  the  Jef- 
fersonville  railroad,  89  miles  from  Cincinnati, 
forming  a  railroad  connection  iMJtween  that  city 
and  Louisville,  Ky. 


Evaiis^llle  Indianapolis   and   CleTeland 
Straight  lilue  Railroad. 

We  are  gratifled  to  understand  that  the  work  on 
this  road  is  going  briskly  forward.  Our  indefati- 
gable fellow-citizen,  Willard  Carpenter,  still  has 
his  shoulder  to  the  wheel.  He  is  pushing  things 
forward  with  his  usual  energy.  The  work  is  now 
going  on  rapidly  between  Evansville  and  White 
River,  and  the  distance,  45  miles,  will  be  graded 
at  an  early  day.  A  large  number  of  men  are  em- 
ployed under  sub-contractors,  and  good  health  pre- 
vails among  them.  The  road  will  be  in  running 
order  to  its  connection  with  the  Ohio  and  Missis- 
sippi rattroad,  51  miles,  within  one  year  from  next 
fall.  This  is  an  early  day  to  set  for  the  comple- 
tion of  so  great  a  work  as  these  64  miles  will  be, 
but  we  have  no  doubt  Mr.  Cari^enter's  calculations 
I  will  as  usual  be  found  correct. — Eransville  Jaur- 

I  HiOl. 

Illlaots  aMd  Mri«con«in  Railroad. 

It  is  known  to  most  of  our  readers  that  the  Illi- 
nois and  Wisconsin  Railroad  is  completed  and  in 
operation  thirty-one  miles  to  Beer  Grove.     Two 
passenger  trains  leave  the  city  daily,  and  the  road 
I  Ib  alrejuly  doing  a  large  business.     The  trains  leave 
\  at  8  o'clock  in  the  morning  and  at  2  P.  M.     The 
road   is  of  the  six  feet  or  broad  gauge,  and  will 
soon  be  one  of  the  most  important  and  popular 
I  roads  leading  into  the  city. 
[      The  grading  to  Woodstock,  fifty  miles  from  the 
city,  is  nearly  completed,  and  it  will  be  finished  to 
that  point  and  in  operation  by  the  first  of  August 
and  sooner  if  the  iron  can  be  brought  forward  from 
the  East.    From  Woodstock  to  the  State  Line,  the 
grading  is  in  a  state  of  considerable  forwardness, 
and  beyond  that  to  Janesville  is  nearly  ready  for 
the  superstructure. 
We  learn  from  E.  F.  Johnson,  Esq.,  Chief  Engi- 
I   neer,  that  all  the  rolling  stock  necessary  to  operate 
'  the  road  to  the  State  Line,  seventy  miles,  is  alrea- 
!  dy  oa  the  track.    It  u  coofidently  expected  tbat  it 


will  be  finished  and  in  operation  to  Janesville,  by 
the  first  of  October  nest. — Chicaao  Lkm.  Press. 


Railroad  Iro  Chairs. 

The  Lackawanna  Iron  and  Coal  Co.,  arc  now   prepared  with 
increased  facilitie.s  to  contract  fur  Rails  and  Chairs  at  Uieir 
works  at  Scranton,  Penna. 

Address  S.  T.  SCRANTON  Pre.^t  at  Scranton,  or  at  the  of 
flee  of  the  Company  in  New  York,  72  Beaver  St. 
26.tf 

NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  seaeld  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 
CHAMPLAIN  CANAL. 
Proposals  when  and  where  received  : — At  the 
Canal  Commissioner's  Office  in  the  City  of  Albany 
until  the  6th  day    of  July,  1854,  at  10  o'clock 

A.  M. 

Amount 
Description  of  penalty  in      When  to  be 

the  work.  bond.  completed. 

2  Combined  Locks $10,000 . .  Sept.  1 .  1855. 

1  Single  Lock 6,000.. 

1  Road  Bridg3,  located  at 

Fort  Ann 500. .July  1,1855. 

ENLARGEMENT    OF    THE    ERIE     CANAL- 
EASTERN  DIVISION. 
Proposals  when  and  where  received  : — At  En- 
gineer's Office  in  the  City  of  Utica  until  the  8th 
day  of  July,  1854,  at  10  o'clock  a.  m. 

Section  No.     13 $1,000  April  1,  1855. 

14 2,000  "     1856. 

"  15 6,000 

16 7,500  "       " 

17 4,000  "       " 

18 5,000  "       " 

'i  19 1,500  "     1865. 

125 7,000  "     1856. 

"         126 6,000  "       " 

"         137 7,500 

128.... 6,000  "       " 

129 7,500 

"         130 7,000  " 

134 5,500  Sept.  1,  1855. 

Waste  Weirs  on  Sections  127 

and  134 1,600  Sept.  1,  1855. 

Bridge   Abutments  on    Sec- 
tions Nos.  15,  16  and  17..    2,500  July  1,  1855. 
Bridge  Abutments   on  Sec- 
tions Nos.  18  and  19 1 ,200  "       " 

Bridge   Abutments   on  Sec- 
tions Nos.   125, 126,  127, 

and  128 1,200  " 

Bridge   Abutments  on  Sec- 
tions Nos.    129,   130,  134 

and  at  New  London 1,400  "       " 

Culverts  on  Sections  Nos.  16 

and  17 700  "       " 

Culverts  on  Sections  Nos.  126 

to  128 2,000  "       " 

Culverts    on    Sections   Nos. 

129,  130  and  134 1,250  "       " 

BLACK  RIVER  CANAL. 

Proposals  when  and  where  received  : — At  En- 
gineer's Office  at  Lyon's  Falls  until  the  12th  day 
of  July,  1864,  at  10  o'clock  a.  m. 

Section  No.  30 $2,000  Julj  1,  1855. 

31 6,000 

Locks  Nos.  09,  100  and  101..  4,000  "       " 

102 2,500 

103  104  and  106..       800  "       " 

106  and  107 600 

Bridges  on  Sections  No.  81..      800  May  1,  1866 
Raising  Bridges  across  Black 
and  Moose  Rivers ....        300  Oct.   1,  1854. 

ENLARGEMENT  OF  ERIE  CANAL— MIDDLE 
DIVISION. 

Proposals  when  and  where  received : — At  the 
Engineer's  office  in  the  city  of  Syracuse,  until  the 
15th  day  of  July,  at  10  o'clock,  a.  m. 


Section  No.  146 ...$5,900  April  1, 1866. 

147 6,400  "  " 

"        148 6,100  "  "  -    ; 

149 4.600  "  "  m: 

150 15',800  'i  "' 

151 9.600  "  ."'"': 

Aqueduct  at  Chittenango...    4,400  "  ^^^i 
"            Seneca     River 

and  Section  202  connected  21,700  Nov.  1,  1866. 
Culverts  on  Sec.   146,   147, 

148  and  149 1,700  April  1,  1866. 

Culverts    on   Sec.    150    and  ^'' 

151 2.200  ,     .*'  "  ' 

Culverts    on  Sec.  200    and  '   •  • 

201 900  "  1865. 

BridgB   Abutmeots  on   Sec- 
tions 14G,  147  and  148. . ..    1,800  ■%  ^  1856. 
Bridge   Abutments   on  160  '    " 

and  151 1,000  "  " 

Bridge  Abntments  on  201 . .       900  "  1855. 

ENLARGEMENT    OF    ERIE— WFSTERN    DI- 
VISION. 
Proposals  when  and  where  received : — At  the  En- 
gineer's office  in  the  city  of  Rochester,  on  Tuesday, 
the  18th  day  of  July  next,  at  10  o'clock,  a.  m. 

SecUon  No,  212 $3,500  April  1,  186^ 

213 3,800  "       "^ 

214 6,100  "       " 

215 5,000  "       " 

216 8,700  "       «y  - 

217 11,000  "       f*.. 

218 14,000  "       "4 

228 5,700  "       "  V 

"        229 5,300  "       "  : 

GENESEE  VALLEY  CANAL. 

Proposals  when  .ind  where  received :  —At  the 
Engineer's  office  in  the  village  of  Cuba,  on  Thurs- 
day, the  20th  day  of  July  next,  at  2  o'clock  p.  m. 
Sections  Nos.  82,  83  and  84.. $2,500  Aug.  1,  1866. 
"  91  and  Feeder.  4,000  "       " 

95  and  96  ... .    3,200  "     ■  *«*  • 

"  97 3,000  "        "  jj:: 

"         98  and  Feeder.  3,400  "       " 

Ischua  Feeder 6,500  "       " 

Ischua  Aqueduct 1,000  "       " 

Culvert  on  Section  No.  65. . .       100  April  1,  1865. 

Valve  Gates 1,500  Aug.  1,  1865. 

Lock  Houses 700 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work  ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  ot  the  same  ;  that 
be  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposiil  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  becom«  interested  in  any  contract 
that  may  be  made  in  pursuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justifiy  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  projjosal  must  be  accompanied  by  the  cer- 
tificate of  tite  Supervisior  of  the  town,  and  the 
Country  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the -payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1850, 

No  acceptauce  of  a  proposal  or  awMd  of  a  god- 
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tract  by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner  until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  iu  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they   may 

decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  a.s  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expanse  of  furnishing  all  the  mateii- 
als,  and  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  peisons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
most  be  written  out  in  full,  with  their  places  ol 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  place^ 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  June  9,  1864. 

HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     }  Canal  Coram  rs. 

CORNELIUS  QARDINIER,) 

JAMES  M.  COOK.  Comptroller. 

JOHN  T.  CLARK,  State  Eng.  and  Surveyor. 


N.  ITork  and  .M.  MaTen  K.  K. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Cuminenctng  Mtmday,  May  9, 185i.     JjQ^» 


To  Railroad   Companies  and 
Contractors. 

FOR  SALE — Fifteen  second  hand  Locomotive 
Engines  of  various  sizes  and  describtions  and 
in  good  runing  order  suitable  for  all  kinds  of  work. 
For  particulars  apply  to 

CLARK  &  JESUP, 
General  Railroad  Agents, 
38  Exchange  Place. 
Also  Railroad  supplies  of  all  kinds,  ,      4t25 

Prosser's  Patent  JLap-Welded 
Iron  Boiler  Tabes. 

Tubes  screwed   together,  flush  on  both  sides,  for  Artesian 
wells,  &c.     Free-joint  Tubes,  for  Core  Bars,  A>viuDg  Frainc:^, 
Railings,  Leaders,  ice. 

Patent  Wrought  Iron  Blacksmiths'  Water-Tctbbbs,  Watkb- 
Backs,  Etc. 

Agents    for  Kbupp's  celebrated  Cast  Stski.  for  Shafts, 
Railwat  Axles,  Tires,  Platters'  Rollers,  &c. 

P.  S. — All  Tools  necessary  for  the  construction  or  keeping  in 
order  of  Tubular  Boilers 
24tJ  THOS.  PROSSER  &  SON,  28  Plat  streott,  N.  Y. 


SHANAHAN  &  LOEBER, 

181  ¥illiam.st, 

( 1st  floor-Up  Stairs,) 
NEH^-YORH. 

MAmTFACTUREET  OP 

THEODOLITES,  TRANSITS,  LEVELS. 
SuTTcyors'  Compasses,  Drawing  Instrnmenti, 

Chains,  Scales,  Levelling  Rods,  io.      lylO 

Sewall  &  fjrehore 

CIVIL  ENGINEERS, 

ST.  PAUIi   MtNESOTA. 
iWKM  S.  8IWA1.U  Obas.  f aM.  OauQw. 


TRAINS  FHOX  KEw  tobk;     thaibs  to  new  tokl 

7  A.  IL— Accuuimodation  to  5.30  A.M.— Special,  from  Pon 

New  Uaveu.  :  Chester. 

8  A.  M. — Express  lor  Boston,  S.OO  A.M.— Coiuniutatioo  ttoa 

stopping  at  Stam-<  New  Uaveu. 

ford    and    Bridge- 6.15  A.M. — Accunmiodauon  fo 

port.  New  Uaveu. 

9.10  A. M.— Special     for    Port;8.15  A.M.— Accomiuodation  In 

Chester.  i  New  UaveiL 

1L30  A.M. — AcconiniotlatioD  for'9.35  A.M.— Eiprei-s  fTom  New 

New  Uaveo.  i  Uaven,  Stopping  ai 

3"00  P.M. — Express    lor    Newi  Bridgeport,      Nor 

liaveii,  stopiiiug  at  walk  uud  £>tanifurd. 

Stamford,  Norwalk  1-07  P.M. — Boston       Expresh, 

and  Bridgeport.       |  stopping  at  Bridge 

4.00  P.M.— Acconimo<latioufor[  port,  Norwalk  ant 

New  Uuven.  |  iStantford. 

6.00  P.M.— Express  lor  BwtooJlOO  P.M. -Special,  Irom  Pon 

stopiiing  at  N.  Ha-I  Chester. 

Ten.  14.00  P.M. — Accomniodation  6i; 


6.35  P.M.— CornniutationforN. 

Haven. 
6.30  P.M.— Si>ecial     for    Port 

Chcister. 


New  Haven. 
9.30  P.  M.  —  Boston       Express, 
stopping  at  Bridg» 
port,  Norwalk  au( 
iStamford. 

GEOROE  W.  WHISTLER,  Jr.,  Sup't. 
Neu  Haxen,  May,  lbo4. 


JMei¥  York  and  Krie  il.  It. 

_^<M»Y  PASSENGER  TRAINS 

J^^^L  leave  Pier  foot  of  Buano  street, 
^S^^HL  as  follows,  viz : — 

BcKKALO   EXPKE8:J,  at  0  a.   m.  for  Butfalo  direct,   without 
chaugt;  of  buj^trage  or  cars. 
Uunktrk  Expresi-,  at  7.  a.  ni.  for  Dunkirk.  ■. .'.  '         •■.',  i->.;;-: . 

Mail,  at  i>>i  a.  in.  for  Dunkirk  and  Bufflilo,  and  Inteniiedlate 
stations. 

Way  Express,  at  12  V  p.  m.  for  Dunkirk. 
Rockland  Passengers,  at   6.  'M  p.  m.,   (from  foot   of  Chanier- 
Street)  via  1*100110111,  for  SuHera  and  intermediate  station-t. 

Way  I'AjsESiGBR,  at  4p.  m.,  fur  OtisviUe,  and  intenucdiate 
stations. 

NiOHT  EXPKBSS,  St  6  p.  ni.  for  Dunkirk  and  Butfalo. 

Emigraiil  ulti  |..  ni. 

On  Sundays  only  one  Express  Train — at  C  p.m. 

These  Express  Trains  connect  at    Bulfalo    witli  first-cla.o 
splendid  Steamers  on  Lake  Erie  for  all  i>ori:<   on  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  Sliore  Railroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Cliiciigo,  etc. 
_^ D.  C.  McCALLUM,  General  Sup't 

Railroad  Companies    and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mecbanict 
of  any  kind,  will  find  the  undersigned  a  first  rate 
otfice  to  give  thwir  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COHNERT, 
European,  American  Employvieni  Office, 
287  Broadway,  corner  Reade-st. 
3m*10     Under  the  Irving  House,  Kew  York. 

Steam  £n^ine  and  Blo^fing 
Cylinders  for  lilast  Furnace 
for  Sale. 

A     STEAM  ENtilNE,  20  inch  cylinder,  and  live  ftx-t  stroke, 
J\.  together  with   Jilowiug   Cylinders,  live  liet  diameter,  aim 
six  fift  stroke,  in  perlect  working  order,  fijr  sale.     Apply  to 
EDW.  BEOU  &.  KLNU.\RDT,  62Beavur  St., 
Or,  A.  TOWAK,  Agent  Pokct^ptie  Ivoa  Works, 

23U'  Pokeepsie,  NY. 


Notice  to  Contractors. 

PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  tLe  graduation, 
bridging  and  masonry,  separately,  either  in  whole 
or  in  part,  of  the  Mississippi  aud  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis- 
sissippi, about  y?  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  nest.  Proposals  for  the  entire  construc- 
tion aud  equipment,  aud  otherwise  as  favorable, 
will  have  preference.  Profiles  and  estimates  ol 
the  first  GO  miles  may  be  seen  on  application  at 
the  Engineer's  Ofiico  in  Memphis.  Bidders  must 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

Chief  Eorineer. 
May  4tlt,  1864. 


To  Chief  Kn pincers. 

A<leotleinafi  who  h.i'^  had  mwijc  Eiglit  ycai>  ExjH.rie!iCe  in 
ctHistructioii  ol'rarioui)  Ea.-^teru  and  Western  Railroad*  Ol!-- 
ires  a  situation  as  Husideiit  Eu^iueer  u|iou  suuie  railway  iii  the 
United  States.  The  bent  of  releruuccc  as  to  Ca|iability  aud  £t- 
licieucy  can  be  fliraibhcd.  AddresA  B.  care  of  J  olui  Paimer  £6<j. 
East  Cambridge,  Mass,  17  tf 

For  Sale. 

'-pUE  ROSSIE  FURNACE  AND  FOLNDRV,  etc.,SL  Law 
-L  reuce  County,  >".  V.— 'rius  well  kuowu  e.-^laliluhmeuL,  bav- 
uigattached  to  ii  a  large  aud  complete  Cubtiug  Uouce  aiio  Ma- 
cliiue  Shop,  witli  ample  accouunodatioUB  lor  workmen,  aud  eve- 
ry coux  cuiuuce  iiecesr^ry  to  the  tiie  prosecutioa  of  an  extensive 
bu^uiess,  together  Mith  valuable  Iruu  Mmee  and  Muiuig  Rigtiti>, 
al^o  XuiilM-r  Luiids,  is  «)lleri-.l  tor  saie  by  ilie  propiielor,  who  re- 
tires from  the  busaie.ss.  The  cai>»<ity  ol'  tlic  Kosue  Furnace 
lor  making  iron,  is  beliex  etl  to  be  uii.>>uri«i4.M-d  by  any  charcoal 
Furnace  ui  the  country,  having  re|H-ali-<lly  niu  up  to  fourteen 
tons  per  day,  wiih  ^  to  UU  i>er  ccitt.  yield  rnmi  nrQe — ajptiw***'' 
red  oxides— lual,  jut  ton,  lyo  bt^lwl-H.  The  same  has  ben  in 
iuiinterrupte<l  ojit-ratiaii  tor  over  twenty  yiarf,  ainl  the  repMa- 
lion  of  it«  ir<Hi  is  otabk-siied  tiirouchoul  the  West.  The  t^tmi 
of  tliese  tVork.s  is  iu  Uic  village  aud  town  ol  Rokmc,  county  of  St 
Lawrniio,  \.  V.,  >ix  miles  Irom  tlio  Ruer  St,  LaWreuce^  and 
eoiiiiiictetl  llicrewith  by  a  plank  n>a<l.  Their  cost,  a{«rt  from 
premises  aiKt  water  i>awer,  has  involviil  an  expenditure  of  over 
^100,000,  and  their  present  etlicieiiey,  in  every  reopcct,  is  coii- 
.sidered  Mue.vcepUoiial4e.  For  fiirtlier  infomiaboii  api>ly  to  D. 
W.  Baldwin,  Agent,  at  the  works,  or  to  the  luidersigiied. 

G.  PARISH. 
Ogdeusburgh,  N.  Y.,  April,  1853.  lo,3ai» 

SEYMOUR,  MORTON  &"co7 GENERAL  BrR. 
AGENCY,  Office, Mctrojiolitan  Bank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
.sale,  iu  amounts  lo  suit  persons  desiring  lo  invest, 
the  following  valuable  becuritiis: 

LOUISVILLE  CITY  BONUS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.K.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  2i  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO    AND     HOCKING     VALLEY     R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  C'JiS VERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  K.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
of  engineers  and  contractors  locomotive  engines 
and  cans,  railroad  bridges.  McCallum's  x^atent  , 
railroad  iron,  chairs,  spikes,  switch  irons,  &c.,  &.c  , 

iUOMTUFAJL  &L  AKW  YOKK 

AND 

Piattsbur^li  and  Montreal 
RAILROADS. 

^^Open  through  from  PU.Usburgh  to  JiJotiireal...^Ji 

Passenger  Traios  knve  Montreal  fur  Pktttjsburg  at  6  30  ^.m 
and  5  p.m.,  arrive  at  S  a.m,  and  7.;M>  p.in. 

Irtiave  PtatLsburg  for  Montreal  '.'JU  a.m.  and  4  p.tn.,  arrive  a 
10  a.in.  aud  <i.50  p-in. 

Trains  coiiuet  at  Montreal  with  Steamers  for  Quebec,  ami  tlie 
St.  Lawrence  and  AUautic  Railroad  for  Sherbrooko  and  inter 
mediate  station. 

Trams  cuiuiut't  at  Mooers  Juiiclioii  with  Northern  (Ogdcos- 
burgh)  Railroad  for  Ugdeiisburgli  and  Lake  Uiilario  Steamers  tor 
Lewistuii,  Niagara  Falls  and  Upper  Cauadia,  and  all  porta  on  tiM 
Western  Laken. 

Trauia  eouiiect  at  Plattsburgfa  by  Steamer  to  Burlington  with 
RutiaiAl  and  Rurliiigtoii  Railroad  and  connecting  linea  lor  TrOy, 
Albany,  New  York  and  Boston,  and  all  intermediate  Ktabons. 
Atso  with  steamers  for  \>  hiteliall  lo  Uie  Saratoga  and  M'ashuig- 
ton  Railroad,  and  coiuicctiug  linea  of  rocui  to  Troy,  Albany  aud 
Nert-  Y<uk. 

Pa.ssefiger!j  will  find  this  route  uneagucDol  fhr  conifor  and 
rlispatch,  and  attended  with  less!  atigtje  and  dely  than  any  other. 
It  posseseeo  moreover  Uie  advantage  of  a  sliort  FerriaijV  of  only 
Itfleen  minutes  across  the  River  SL  Lawrence  at  Cau^hoawa^  , 
whkrh  has  never  been  known  to  fVeezn,  and  can  lie  coulide>tly 
relied  ujioii  at  all  seasons  of  the  year. 

KiT'Frieght  Tarius  run  daily  each  way. 

For  particulars  see  FrieKht  and  Passenger  Tari& 

Baqqaoe  cltecked  thruug/i. 

U.  W.  NELSON,  SuperintenJent. 

Old  R-aiiroad    Iron  For  Sale. 

ABOUT  260  TONS,  mostly  »vhole  bars,  flat  iron 
of  sujuirior  quality.  Deliverable  at  Ports- 
mouth Va.  as  fast  as  it  can  be  hauled.  Imme- 
diate offers  are  invited,  addressed  to 

L.  0.  B.  BRANCH,  President  R.  &  G.  R.  R. 

Releigh  N.  Carolina, 
None  but  the  accepted  ofler  will  be  applied  to. 
SL22 
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DIVIDEND  NOTICE— The  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  that  date  at 
the  oflBce  of  the  undersigned  on  presentation  of  the 
proper  coupons,  viz : 

The  lionds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  FitUiburgh  Railroad 
Company  7  per  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,) 
issued  to  the  iJleveland,Paintsvillc  and  Ashtabula 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  Pittsburg,  (Pcnn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  lirst  Monday  of  May  next,)  G  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgiige  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort- 
gage Bonds,  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  li'J,  1854. 

WINSLOW,  LANIER  &  Co.,  No.  52  Wall-st. 

C.  Floyd- Jones., 

.  .  -, ;.        Division  En^;iiM>er  3d  and  12th  Divisions. 

i*.-  Illinois  Central  Railroad.  - 

Vanaaiia,  lU. 


LoconiotiYe  Engines  for  Sale. 

ri^WO  lirst  class  engines,  adapted  to  a  5  foot, 
J.  gauge,  22  tons  weight,  16  -f-  20  inch  Cylinders, 
and  h^^  and  6  feet  drivers,  built  by  one  of  the  best 
makers  in  the  country.  New,  and  offered  for  sale 
because  not  required  by  those  ordering  them.  En- 

.  quire  at  the  office  of  American  Railroad  Journal, 

'■\H  Spruce-st.,  up  stairs. 
Dec.  24- 


Passenger  Cars  for  Sale. 

TWO  firat  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the   country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
/- mediate  use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.     Enquire   at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 
New  York,  Feb.  2l8t,  1854. 

Lyon^s  Tables  of  Cubic  Con- 
tents, l^tc. 

These  valuable  tabiw  ..re  of  great  assistance  in  obtaining  the 
^  cubic  contents  of  «Acavations  and  embankments.  Table  1. 
4  fives  correct  mean  hclglitjs  of  cro«s  sections  with  either  two  or 
three  cuttings  taken.  Table  2.  finds  the  cutiic  contents,  having 
the  mean  beights  at  each  end  of  the  section  to  be  calculated 
given.  These-  tables  [lonsens  advantages  in  being  applicable  to 
every  variety  of  basses  and  side  sl«)p<w.  Engineers  and  others 
may  obtain  them  by  application  at  tlio  American  Kailroad  Jour- 
nal office,  9  Spruce  Street,  New  York,  by  mail  or  otlierwise.— 
Price  $1,50.  21.tf 


Notice  to  Bridge  Builders. 

Proposals  will  be  received  until  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
the  superstructure  of  Bridges  on  Trestle  Works, 
of  the  Huntingdon  and  Broad  Top  Railroad. — 
Plans  and  specifications  will  be  exibited  at  the  of- 
,-.  flee,  or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN,  Chief  Eng. 
Huntingdon,  May  6,  1854. 


EXTENSION  OF  TIME. 

THE  period  for  receiving  proposals  for  the  Su- 
perstructure of  Bridges  and  Trestle  work  on 
the  Huntingdon  and  Broad  Top  Railroad,  has  been 
extended,  by  order  of  the  Board  of  Directors,  to 
Saturday  evening,  June  24th. 

8.  W.  MIFFLIN  Chief  Eng. 
Huntingdon,  Pa.,  June  7, 1864. 


To  LoeomotiTe  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
are  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  the  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  proptrrty,  which 
could  bo  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  offered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  lor  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  from  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parlies 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements.  .>:=>..-.•.• 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
.  No.  61  Camp  Street, 

New  Orleans; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Bahstow  &  Pope,  Pine  Street,  New 
York. 

Locomotive  Engines. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4ft,  8X  in.  gauge, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
in  Massachusetts,  and  ready  for  immediate  delivery.  These  en- 
gines are  admirably  adapted  for  fust  travel  with  light  passenger 
trains  ;  weight,  13  tons,  with  4  ft.  drivers,  with  leading  and  trail 
wheels  ;  cylinders  12>jj  ia  by  20,  with  a  separate  cut-off  valve. 
Can  he  examined  at  the  works  of  the  manufacturer.  Apply  to 
H.  V.  POOR,  Editor  Railroad  Journal,  9  Spruce  st,  N.Y.    lOtf 


N.  A.  Boynton^g 
VENTILATING  HEATER. 

PATENTED,  1853.  '. 


BRICK. 

FOUR  SIZES  FOR  BRICK  WORK. 
,  r .     FIVE  SIZES  PORTABLE. 


Boiler  and  Tank  Rivets, 
Nuts  and  Washers; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
BRIDGES  &  BROTHER, 
•  ■  64  Courtland  st,  N.  Y. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars, 
adapted  to  Railroad  purposes,  which  will  biie  sold  at  a  reaa- 
anable  price.    For  further  information,  apply  to 

SAMUEL  3.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 
Or  BRIDGES  &  BRO., 
19  tf  64  Courtl»ind  st,  New  Jfork, 


To  Civil 


Engineers 
veyors. 


and  Sur- 


TRANSITS,  Level  and  Surreyors'Compasses  Manufactured  oo 
*■  the  moat  improved  principle  and  of  Uie  Bast  Quality 


lylO» 


by  THOMAS  HUNT, 
No,  M  fultoo  Street, 
Ntw  York, 


,j.-l    V 


PORTABLE. 


An  entirely  new  Article,  possessing  advantages 
tenrChy  the  attention  of  those  in  want  of  a  Pow- 
erful aud  Economical  Heater. 

SIMPLE  in  construction,  compact  in  form,  and 
easily  managed  and  cleaned. 
Is  entirely  of  cast  iron  ;  has  but  two  joints,  and 
those  80  arranged,  as  to  prevent  the  escape  of 
Gases  and  Smoke. 

The  FIRE  POT  is  lined,  the  radiating  surface 
located  above  the  fire,  and  equally  exposed  on  all 
sides  to  the  action  of  the  cold  air. 

Can  be  set  in  low  cellars,  and,  by  the  attach- 
ment of  a  self-clearing  radiator  is  especially 
fitted  for  the  use  of  Bituminous  Coal. 

Of  the  above  pattern  we  have  folir  sizes,  to  be 
enclosed  in  brick-work,  and  five  sizes  of  portables, 
adapted  to  all  classes  of  buildings,  and  can  be  fur- 
nished at  a  less  price  than  any  other  beaters  of 
equal  capacity  in  present  use. 
Manufactured  and  for  Sale,  Wholesale  and  Retail, 
By         CHILSON,  RICHARDSON  &  CO, 
374  Broadway,  New  York, 
Also  101  and  103  Blackstone-St.  Boston. 


Railroad  Iron. 

THE  "  Montour  Iron  Company  "  is  prepared  to  execute  or- 
ders for  Rails  of  the  usual  patterns  and  weights,  and  of 
any  required  length  not  exceeding  SO  feet  per  rail. 

Apply  to  laoS.  CHAMBERS, 

Sept«ial)«r,  IWO.  fr«Nd«oti 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 

^  HENRY  V.  POOR,  Editor. 
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Hatordajr,  July  8,   1854. 


Mobile  and  Okto  Ratiroailv 

|.    Statement  showing  the  leading  features  of  this 
road,  the  progress  of  work  upon  its  line,  aud  its 
financial  condition  on  the  first  day  of  July,  1854. 
L«Dgth  of  line  from  Mobile  to  mouth  of 

Ohio  River 494  miles. 

of  branch  to  Columbus,  Miss.,..  12  " 
of  branch  to  Tennessee  river,.  ..  23J  " 
of  branch  to  Columbus,  Ky., 6    " 


eight  miles  of  the  road  at  the  Mobile  end  of  the 
line  are  now  completed  and  in  operation,  aud 
sixty-six  more  (making  one  hundred  and  forty- 
four)  will  be  completed  by  January  next.  Also 
hfieen  miles  at  Paducah,  and  fourteen  miles  at 

Columbus,  Miss.  ^:;'.:  -'^V';.    • 

Up  to  the  first  of  June,  inst.,  there  had  been 
collected  from  stockholders,  and  expended  iu 
graduation,  masonry  aud  bridging,  and  for  3'6 
miles  of  rails,  $l,97O,0OU.  The  loan  of  the  Siau- 
of  Alabama  of  $400,000,  has  paid  for  60  miles  ol 
rails,  makiug  a  total  cxpendiiure  to  this  lime  ot 
1^2,370.000.  Rails  for  74  miles  m«re  of  the  road 
are  now  arriving  at  Mobile  and  New  Orleans, 
which,  with  previous  purchases,  supply  173  miles 
of  the  road,  all  of  which  can  be  laid  this  year. 

The  local  work  being  all  executed  by  the  people 
of  the  county  from  local  subscriptions,  all  monies 
borrowed  are  to  be  applied  to  the  iron  and  equip- 
ment of  the  entire  road  and  branches,  equal  with 
10  per  cent,  of  second  track,  to  594  miles  of  single 
track,  and  requiring  68,000  tons  of  rails,  of  which 
3,600  tons  have  been  delivered,  at  cost  of  $180,000 

7,000        "  "       --..;:        "         "      4uO,000 

8,100        "  "  "         "      567,000 

Leaving  49,200  ions  to  be  delivered,  at 

cost  of  about 3,253,000 

Add  for  distribution  and  fastenings 60O,OU0 


of  thw  main  hue  aud  branches,  with  all  pro^jenies, 
rights  and  immunities  of  every  kind  held  aud  co- 
Joyed  under  their  perpetual  charters.  And  also, 
upon  1,156,000  acres  of  public  lands  donated  by 
Congress  by  Act  of  Sept.  20th,  1860,  and  now  in 
possession  of  the  Company.  The  aggregate  valua 
of  all  these  securities  when  the  road  is  completed 
will  not  be  less  than  9,000,000  dollars, or,  including 
the  luau,  not  less  than  15,000,000  dollars.  As  por 
following  statement : 

Cos  of  local  work  of  415)^2  iQil*^  (ex- 
clusive of  llbi  in  Tennessee,)  is $1,223,400 

6,4U0  acres  of  right  of  way  aud  station 
grounds  donated  to  the  Company,  in- 
cluding 49  acres  in  the  city  ot  Mobile, 
66  acies  for  repair  shops  5  miles  out 
of  Mobile,  lOU  acres  ai  the  mouth  of 
the  Ohio,  aud  one  undivided  half  of  ^  ^ 

1 000  acres  at  t  ach  of  the  latter  points,  ^ 

worth 6UO,000 

DoncUed  LiUtnis. 

100,000  acres  town  sites  and  first  quali- 
ty land,  worth  an  average  of  $12  per 
acre 1,200)000 

l,056,0oU  acres  of  other  lauds,  various 
qualities,  heavily  limbered,  aud  worm 
when  tne  road  is  completed  not  less 
than  $3  per  acre 8,168,000 


Total  length  of  main  line  and  branches  534^  " 
Maximum  grade  towards  tide  water,  per  mile  30  tl. 
'•  "      from  "  "  40 

Highest  point  of  road  above  tide  water, 505 

Shortest  radius  of  curvature, 1432 

There  is  no  hard  rock  excavation  on  the  line. 
Total  cost  of  local  work  to  prepare  the 

road  for  the  rails, $5,101,576 

Or  average  per  mile  of 9,544 

Total  amount  of  local  means  now  secu-     ' 

red  by  solvent  subscriptions 6,108,000 

Which  are  sufficient  for  ]ocal  work  of  the  entire 
Uae  from  Mobile  to  the  Ohio  River  at  Paducah, 
indading  tho  branches  above  named.    Seveaty- 


Total  for  rails,  &c., $5,000,000 

For  90  first  class  locomotives,  60  passen- 
ger cars,  aud  1500  freight  cars  of  8 
wheels  each,  at  cost  of  $1500 2,018,000 


Making  toul  required  by  loan $7,016,000 

To  be  made  up  as  follows,  viz  ;  '     - 

From  loan  granted  by  State  of  Tennessee  in  6 
per  cent,  bonds  of  that  State,  equal  to  $10,000 
per  mile  for  118)^^  miles  of  the  road  in  that  State 

;  ..  .:-■_■  )i:.'^'ir--^    V';.       >.       $1,185,000 

From  proposed  Company  loan,  6  per 
cent,  bonds,  to  run  30  years 6,000,000 


Total $7,185,000 

For  security  the  State  of  Tennessee  will  hold  a 
statutory  lien  upon  118i  miles  of  the  road  within 
that  State ;  and  the  railway  company  give  to  their 
bondholders  a  first  and  only  mortgage,  in  trust, 
upon  the  remaining  375)^  miles  of  th«  main  road, 
and  40  miles  of  branches,  including  the  terminii 


Total  present  security $y,o91,4uO 

To  whicii  add  amounl  of  the  Compauv 

loan .'.    6.000,000 


Making  atotal  security  of $15,UM1,1U0 

Pledged  for  the  redemption  of  six  millions  of  stock. 

The  bonds  of  the  State  of  Tennessee  are  receiv- 
able on  the  completion  of  the  gradiug  through 
that  State  within  12  months  from  the  present  time. 
But  the  whole  loan  of  seven  millions  will  be  re- 
quired in  instalments,  through  two  years,  to  com- 
plete the  road,  during  which  lime  the  runuitig 
portions  of  the  road  will  earn  more  than  enough 
to  pay  the  interest  on  all  bonds  issued,  thus  obvi- 
ating the  necessity  of  paying  interest  out  of  capcuii 

The  trustees  appointed  to  hold,  under  a  deed  of 
trust,  the  road  lands,  properties  aud  franchises  of 
the  Company,  for  the  benefit  of  the  land  holders, 
are  John  J.  Palmer  and  Morris  Ketchum  of  New 
York,  and  William  R.  Hallett  of  Mobile.  The 
proceeds  of  the  sale  of  the  Company's  lands  to  be 
invested  by  said  Trustees  in  a  sinking  fund  for 
the  redemption  of  the  bonds. 

Ihe  Mobile  and  Ohio  Railway  will  be  Qiattj- 
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four  miles  shorter  than  any  other  road  that  can  be 
built  from  the  Ohio  river  to  a  shipping  port  of  the 
Galf  of  Mexico ;  and,  at  least,  150  miles  shorter 


000 $420,000 

For  exchange ^...      42,000 

Five  per  cent,  on  S2,018,000,  for  depre- 
ciation of  cars  and  engines, 109,000 


than  any  other  route  likely  to  be  built  in  the  next  por  additional  structures,  side  tracks,  &c.    100,000 


30  years.  The  distance  by  it  from  the  Mouth  of 
the  Ohio  ri?er  to  the  o  jen  Gulf  is  527  miles  against 
1160  miles  by  the  Mississippi  river.  Its  average 
distance  from  this  river  is  100  miles,  20%  feet 
water  at  mean  low  tide  (as  per  Government  sur- 
veys) is  found  on  the  bar  at  Mobile  Bay,  against 
15i  feet  on  the  bar  at  the  mouth  of  the  Mississippi 
river.  It  is  the  intention  of  the  railway  Company 
to  extend  their  road  to  the  deep  water,  23  miles 
below  Mobile. 

This  road,  chartered  io  and  own^d  by  one  Com 
pany  (with  power  to  build  branches  30  miles  late- 
rally in  three  of  the  States,  and  50  miles  in  the 
fourth,)  traverses  four  States  from  which  tJie  st«- 
ple  products  of  cotton  and  tobacco  arc  ail  export- 
ed, while  bread  stuffs,  horses,  cattle,  mules,  and 
foreign  8up[>lies  are  imported  ;  and  as  it  \a  a  longi- 
tudinal road  connected  with  three  long  lines  lead- 
ing from  the  Ohio  river  to  the  Northern  lakes,  cen- 
trally through  the  States  of  Tennessee,  Kentucky, 
Ohio,  Indiana,  and  Illinois,  it  must  have  a  very 
large  traffic  in  exchanging  the  various  products 
of  twelve  degrees  of  latitude  betwetn  Mobile  and 
Chicago,  Toledo,  Cincinnati  and  Cleveland.  Whic.i 
traffic  will  be  greatly  increased  by  steamship  con- 
Dections  with  Lake  Superior  on  the  north,  and  with 
the  West  India  Islands  on  the  South. 

Prom  these  favorable  relations  of  tho  Mobile 
load  to  other  lines  now  built  and  building,  to  the 
great  rivers  of  the  country  and  to  the  Gulf  of 
Mexico,  an  appropriate  estimate  has  been  made 
of  the  income  to  be  derived  from  it  the  first  year 
after  its  completion,  which  will  be  not  less  than 
$3,026,000,  as  per  the  following  statement: 

Esiimate  of  Mobile  and  Ohio  Railway  traffic  for 
the  first  year  after  completion. 

300,000  bs.  of  cotton,  A  v.  Sl%  per  bale,  So  25 ,000 

20,000  cks.  tobacco,         3      per  cask,  60,000 

300,000  bbls.  flour,           60  cts.  per  bbl.  160,000 

100,000    "     prk(fcbeef80  "           "  80,000 

20,000  tierces  of  hams  and  bacon,  S2 

per  tierce 40,000 

1,500,000  bushels  of  corn,  10  cts.  p.  bush.  150,000 

30,000  live  hogs,  SI  each 30,000 

36,000  head  of  cattle,  horses  &  mules, 

$3  each 106,000 

6,000  tons  of  iron,  S4 20,000 

100,000  kygs  of  lard,  30  cts 30,000 

100,000  c'aaks  of  lime,  55  cts 55,000 

30,000  cords  of  wood,  for  Mobile,  70  c.  21,000 
16,000,000  feet    bd.    meas.   timber   and 

lumber,  32,!^  per  M 40,000 

50,000  tons  of  merchandize  and  mis- 
cellaneous prods,  $4  p.  ton  200,000 
100,000  through  1st  class  passengers, 
less    than   one-fourth   now 
passing  between  Cairo  and 
New  Orleans,  at  SIO  each,  1,000,000 
20,000  second  class  ditto,  at  6     "  120,000 
130,000  first  class  way  passengers,  av. 

S2  each 260,000 

30,000  second  ditto  ditto,  £1  each .   .  30,000 

Express  service ^  (10,000 

MaU           " 100,000 


Twelve  and  a  half  per  cent,  on  62,000 
shares  of  stock,  =  S5,200,000 660,000 

Two  and  a  half  per  cent,  on  S6,200,000, 
for  depreciation  of  rails,  &c.,  beyond 
annual  repairs 130,000 


Total  estimated  gross  income 5^3,026,000 

Estimated  expenses  of  operating  &•  main- 
taining th    road  for  the  above  amount    '       ■  ■ 
of  traffic  is....; §1,502,000 


Leaving  net  income  of Sl,524,000 

To  be  appropriatccl  as  follows . 
ait«rest,  6  per  cent,  on  loans,  say  $7,000,-  • . 


SI, 461 ,006 
Leaving  a  surplus  of 73,000 

Guided  by  the  increase  of  traffic  upon  other 
prominent  railroads  of  the  country  which  are  far 
less  favorably  situated,  there  are  the  strongest 
reasons  to  believe  that  the  above  estimated  in- 
come for  tho  first  y»^ar,  will  be  doubled  on  the 
fourth  or  fifth  year  after  completion. 

The  above  road,  in  connection  with  the  Illinois 
Central,  forms  a  line  of  860  miles,  cutting  the 
parallels  of  latitude  at  right  angles,  and  traverses 
a  region  in  which  is  produced  nearly  all  tho  im- 
portant articles  entering  into  commerce.  It  unites 
the  tropics  with  the  high  northern  latitude.  It 
connects  the  Gulf  and  the  great  interior  water 
line  formed  by  the  great  Lakes.  It  occupies  the 
natural  route  of  a  commerce  which  consists  of  an 
interchange  of  dissimilar  products.  Its  direction, 
then,  could  not  be  improved.  In  a  political  point 
of  view,  it  connects  extremes  equally  marked  as 
are  the  physical  ones  already  noticed.  It  may  be 
regarded  as  a  great  intsrnational  work,  whose  in 
fiuences  will  be  felt  be>ond  its  mere  locality;  a 
work  m  which  every  portion  of  the  country  is 
interested,  and  toward  the  support  of  which  every 
portion  must  contribute. 

It  is  a  work,  too,  which  possesses  unusual  finan 
cial  strength.  The  local  means  of  the  country 
are  sufficient  to  prepare  the  road  for  the  iron. — 
The  Company  will  be  compelled  to  borrow  only 
what  is  necessary  for  the  superstructure  and 
equipment.  The  lands  of  the  Company  are  quite 
equal  to  the  cost  of  these  items.  These,  with 
the  cost  of  the  road,  will  give  the  creditor  of  the 
road  nearly  a  three  fold  security  for  his  money. 

Curves  In  Rmllroad  Tracks. 

We  gave,  in  a  recent  number,  a  consideration  of 
the  eflfecta  of  grades,  and  the  mode  adopted  by  cel- 
ebrated engineers  for  estimating  their  effects. 
The  resistance  of  a  grade  can  be  as  certainly  meas- 
ured as  its  inclination.  The  following  is  the  in- 
variable rule,  which  is  as  correct  in  practice  as 
simple  in  its  application.  Multiply  the  rise  in 
feet  per  mile  by  .3787,  the  product  is  the  resis- 
tance of  gravity  in  pounds  for  each  ton  of  2000  lbs. 
Or,  multiply  the  rise  in  feet  per  mile  by  .4242^ 
and  the  product  is  the  gravity  in  pounds  for  each 
ton  of  2240  pounds. 

In  dealing  with  curves,  however,  we  have  no 
such  certain  means  of  knowing  their  resistance.— 
It  depends  upon  many  elements,  o«t  of  which  no 
mathematical  expression  can  be  had,  of  service  to 
the  engineer.  A  knowledge  of  their  effects  must 
therefore  be  entirely  experimental. 

The  resistance  of  curves  comes,  to  a  great  ex- 
tent, from  two  conditions  which  exist  in  opposi- 
tion to  each  other,  and  which  under  a  certain 
amount  of  curvature  and  velocity  may  be  equal- 
ized. 

One  cause  of  resisUnce  is  in  the  obliquity  of  the 


line  of  traction  to  that  of  the  natural  direction  of 

found  by  dividing  57803  ^7  >*•  radius  in  feet, 


curve,  would  naturally  be  strained  in  the  direc- 
tion of  the  chord  of  the  arc  of  curvature.  This 
would  strain  tte  inner  rail  of  the  track.  But  upon 
gaining  a  certain  velocity,  the  opposite  element  of 
centrifugal  force  arises,  relieving  the  strain  upon 
the  inner  rail,  and,  at  a  higher  speed,  not  only  ex- 
tinguishing it  entirely,  but  producing  a  great 
strain  upon  the  outer  rail.  It  may  be  inferred 
that,  at  an  interme(}iate  speed,  the  obliquity  of 
the  line  of  draught  and  tho  action  of  centrifugal 
force  neutralize  each  other,  so  that  the  entire  re- 
sistance encountered  is  such  as  proceeds  from 
other  causes.      '    >;;,;  .  .  -  -j  .:^".  ,;    |      ', 

It  is  seen,  almost  without  demonstration,  that 
the  resistance  of  curves  depends  not  only  upon 
their  radii  and  lergth,  but  also  upon  tho  ve- 
locity, length  of  train,  position  of  axles,  lateral 
play  of  wheels,  condition  of  rails,  elevation  of 
outer  rail,  and  other  causes,  many  of  which  pre- 
clude the  possibility  of  exact  estimation.       -.«> 

It  is  certain  that  the  action  of  centrifugal  force 
is  one  of  the  principal  elements  in  the  resistance 
of  curves,  passed  at  high  speeds.  This  action  in- 
creases aa  the  square  of  the  velocity  and  is  a  great 
resistance  upon  roads  working  a  large  express 
passenger  traffic.  But,  as  it  cannot  be  correctly 
estimated  it  must  be  left  for  experiment  to  de- 
termine, if  possible,  its  extent. 

Such  experiments  as  have  been  made  upon  this 
subject  were  made  at  low  speeds,  and  are  there- 
fore of  comparatively  little  service. 

Gillespie's  "  treatise  on  Roads  and  Railroads'' 
contains  some  notes  relative' to  curves  which  ex- 
hibit some  of  their  effects,  and  may  therefore  be 
transcribed  in  this  place. 

"  In  the  experiments  of  Dr.  Lardner,  the  resis- 
tance to  railroad  trains  moving  at  ordinary  speed, 
produced  by  curves  of  a  mile  radius,  was  found 
to  bo  too  small  to  be  appreciable. 

"  It  has  been  inferred,  from  experimenta  made 
on  the  Baltimore  and  Ohio  Railroad,  that  a  change 
in  direction  equal  to  an  entire  circle,  or  360°,  pro- 
duced a  resistance  equivalent  in  its  efi&cts  on  the 
cost  of  transportation,  to  23-100,  or  nearly  a  quart- 
er of  a  mile  In  distance.  V  '    .Ij  ..  't<^£«jTa 

"  Another  authority  states  that  a  curve  of  700 
feet  radius  (8  l-5~)  at  a  speed  of  twelve  miles 
per  hour,  is  found  in  actual  practice  to  cause  a 
loss  of  power  about  equal  to  an  acclivity  of  18 
feet  per  mile. 

"  On  the  Utica  and  Schenectady  Railroad,  an 
ascent  of  20  feet  per  mile  is  followed  by  a  level 
curve  of  700  feet  radius ;  aud  the  cars  at  15  miles 
per  hour,  on  reaching  this  level  curve,  increase 
their  speed,  showing  the  curve  to  offer  less  resis- 
tance than  the  grade.  '  :\  -^'      jj 

"  The  amount  of  mechanical  power  alworbed  in 
passing  around  a  curve  is  a' together  independent 
of  the  radius  of  the  curve,  and  depends  only  on 
the  amount  of  theentireangular  change  in  thedirec- 
tion  of  the  line.  When  the  curve  has  been  run  by 
"  angles  of  defiection,"  its  length  in  chains  multi- 
plied by  its  angle  of  deflection,  equals  the  entire 
angular  change.  Thus  a  curve  of  1^,  30  chains 
long,  offers  the  same  resistance  as  arc  of .?™  10 
chains  long.  Sharp  curves  are  therefore  not  ob- 
jectionable on  the  score  of  loss  of  power,  though 
highly  so  from  their  wear  and  tear  of  engines  and 
cars,  displacement  of  rails,  danger,  etc. 

The  angle  of  defiection  of  any  curve  may  be 
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The  disposiiion  of  curves  has  a  great  bearing 
upon  their  effafcts.  Reversed  curves,  having  no 
intermediate  straight  line,  and  curves  in  steep 
grades,  are  anaong  the  most  wasteful  of  power. — 
Curves  in  deep  cuts  and  curves  terminating  upon 
high  bridges  are  also  very  dangerous  applica- 
tions. 

We  will  conclude  this  article  with  a  table  of  the 
curves  of  the  Northern  (New  York)  Railroad,  as 
furnished  us  by  Florentin  Pelletier,  Esqr.  the  en- 
gineer in  charge,  which  with  the  table  of  grades, 
published  in  the  Journal  for  June  24th,  completes 
the  exhibit  ef  the  physical  features  of  that  line. 

TABLE  OF  CURVES. 

Ogdensburg  Railroad  (Northern  N.  Y.  R.  R.) 
From  Ogdensburg  46.38  miles,  to  foot  of  sum- 
mit grades. 


Radius,  feet. 

2,000 
10,000 


Length 
Feet. 
736 
21,839 


Angle  of 
deflection. 
2.864° 
.673° 


Total  curva- 
ture, degrees. 
21.08° 
126.13° 


22,676  146.21° 

Straight 222  326  feet  or  42.107  miles 

Curved 22,576         "  4.276    " 

Average..  34.2°  per  mile  for  4.276  miles. 

The  next  34.016  miles  to  the  summit. 


Radius  in 

Feet. 

16,000 

14,147 

12,810 

10,687 

10,000 

7,468 

7,322 

7,000 

5,000 

.4,662 

7,640 

3,903 

3,000 

2,844 

2,600 

2,-815 

2,000 


Length, 
feet. 
7,676 

200 
1,800 
2,600 
4,078 
2,880 
2,643 
1,806 
21,060 

900 
1,200 

360 
3,230 

700 
•  ••»  • 

710 
1,197 


Angle  of 
deflection 

.3810 

.406° 

.447° 

.641« 

.673° 

.767° 

.782° 

.818° 
1.146° 
1.277° 
0.749° 
1.468° 
1.909° 
2.014°  , 
2.203° 
2.475° 
2.864° 


Total 

curvature. 

29.24° 

.81° 

8.04° 

14.06° 

23.36° 

22.08° 

20.66° 

14.77° 

241.34° 

11.49° 

8.98° 

6.28° 

61.66° 

14.09° 

'  14.36° 

17.57° 

34.28° 


542.07° 


Straight. 
Curved . 


53,693 

.  125,913    feet  or         22.847  miles. 
.   63,693  "  10.168      " 


Average 

curvature  6.3 

3°  per  mile 

for  10.168 

miles. 

The  last  37.082  miles  to  Rouses  Point. 

Radius, 

Length 

Angle  of 

Total 

Feet. 

feet. 

deflection. 

curvature 

6,000 

6,090 

.955° 

68.15° 

5,730 

2,900 

1.000° 

29.00° 

6,000 

22,686 

1.146° 

258.82° 

3,144 

918 

1.822° 

16.72° 

3,000 

42,593 

1.909° 

813.10° 

2,727 

970 

2.101° 

20^38° 
35:00° 

1,637 

1,000 

3.500° 

77,066  1,231.17° 

Straight ;  118,744    feet  or  22.489  miles. 

Curved 77,056         "  14.693      " 

Average  curvature   84.36°  per  mile  for  14.593 
miles.  .       .  .  .    , 

"■'''         RESUME.         '-■•■■■■■•■••-■  '•■■"■■ 

,   "     Miles.  Straight.  Curved.  Curvature. 

First    46.38  42.107        4.275         146  21° 

Next     34.016  23.847  10.168         642  07° 

Last     37.082  22.489  14.693  1,231.17° 


117.478      88.443      29.036      1,919.46° 
29.036  miles  curved,  average  66°  6'  per  mile. 
Florentin  Pelletier, 

Enginur  in  Charge. 


Corrections. 
In  the  table  of  grades  of  the  Northern  Railroad, 
published  in  the  Journal  of  June  24th,  one  table 
was  printed  without  headings,  which  omission 
impaired  its  perspicuity  and  value.  We  therefore 
reprint  it  as  below. 

Resume  of  Grades. 

Miles.  Level.  Ascending  Descending. 

First    46.38        16.610        18.664         11.184 

Next    34.016        1.169        31.482  1.863 

Last     37.082        3.156  3.219         30.708 


117.478      20.934        63.365         43.255 
As  the  table  given  us  by  Mr.  Pelletier  is  a  mod- 
el of  accuracy  and  system  we  wish  to  give  it  as 
correct  as  possible,  y  "  ;'-'  ■    : 

Joarual  of  Railroad  Law. 

CITY  RAILROADS. 

The  following  decision  of  Judge  Hoflman,  will 
no  doubt  occasion  abundant  comment  and  criti- 
cism, during  such  litigations  as  may  hereafter  arise 
concerning  Railroads  in  our  city. 

It  will  be  seen  that  Judge  Hofl'man  regards  the 
celebrated  Broadway  Railroad  case,  as  simply  de- 
ciding that  a  grant  by  the  Common  Council  of  the 
City  of  New  York,  of  a  right  to  construct  a  Rail- 
road, is  void  when  the  grant  originated  in  corrup- 
tion and  a  spirit  of  reckless  disregard  of  the  inter- 
ests of  the  public ;  and  also,  that  such  a  grant  is 
invalid  when  it  is  a  perpetual  one,  or  when  it  is 
any  thing  beyond  a  mere  license,  revocable  at  the 
will  of  the  Corporation  or  upon  just  and  reasonable 
terms.  And  without  impugning  this  doctrine,  the 
Judge  is  very  decided  in  his  opinion  that  our  Cor- 
poration are  fully  authorised  to  establish  City 
Railroads,  under  proper  regulations,  without  Legis- 
lative aid. 
Tboinas   Hope  vs.  The  SIxtli-a venue   Rail 


The   Sixth- 
road. 


Superior  Cowrt — Special  Term — June  23. 
Thomas  Hope  and  David  D.  Acker,  on  behalf,  (^c, 
against  The  Stxth-avcnue  Railroad,  Jat.  Libby 
and  others,  and  George  Law,  Edmund  R.  Sher- 
man and  Jokn  Pettigrew  and  others,  doing  busi- 
ness under  the  name  and  style  of  the  Eighth-ave- 
nue Railroad  Company.  ■.:■-■'.'. 
This  was  a  motion  for  an  injunction,  made  by 
Messrs.   Hope  &  Co.,  grocers,  on  the  cornner  of 
College-place  and  Chambers-streets,  to  prevent  the 
defendants  from  running  any  cars,  and  to  compel 
them  to  remove  the  rails  which  they  have  already 
laid  down,  on  the  ground  that  the  resolutions  of 
the  Common  Council,  under  which  the  companies 
are  formed,  are  illegal  and  void,  and  because  the 
running  of  cars  through   College-place  interferes 
with  their  business,  by  rendering  it  impossible  for 
them  to  leave  their  wagons  there,  or  to  keep  them 
there  for  the  purpose  of  loading  and  unloading. — 
For  the  plaintiffs,  Mr.  Galbraith  and  Mr.  Edward 
Sandford ;  for  the  Sixth-avenue  Railroad  compa- 
ny, Mr.  J.  and  Mr.  W.  H.  Anthon;  for  the  Eighth- 
avenue  Railroad  Company,  Mr.  Chas.  O'Connor. 

Hoffman  J. — Hnder  the  complaint  originally 
framed,  and  the  injunction  then  granted,  the  de- 
fendants were  only  prohibited  from  laying  down 
the  easterly  track  in  College-place,  and  connecting 
the  same  with  the  easterly  track  of  the  road  in 
West  Broadway. 

The  complaint  questioned  merely  the  legality  of 
certain  ordinances  or  resolutions  of  the  Common 
Council,  80  far  as  they  authorised  the  Eastern 
track.  These^  resolutions  were  not  set  tbrlh  at 
length.  Upon  au  application  at  Special  Term, 
amendments  werealKtwed  which  introduced  them, 
and  which  extended  the  prayer  for  an  injunctiou 
so  as  to  prohibit  the  use  of  the  Railroads  at  all  in 
the  streets  named ;  which  I  understand  to  com- 
prise all  the  streets  through  which  they  respective- 
Ijroa. 


The  amendments  are  made  with  a  view  to  raise 
the  question  of  the  entire  illegality  of  the  acts  of 
the  Corporation  as  to  these  roads,  and  upon  the 
ground  that  the  decision  in  the  Broadway  Railroad 
case  determines  such  illegality. 

An  act  of  the  Legislature,  passed  the  4th  of 
April,  ltt54,  has  been  produced  upon  the  argument 
of  the  motion,  which  is  considered  of  great  import- 
ance, and  is  afterwards  fully  noticed. 

1.  The  subject  of  consideration  is  the  situation 
of  the  Sixth-avenue  Railroad  Company  upon  the 
case  as  now  presented.  The  next  is  that  of  the 
Eighth-avenue  Association. 

Prior  to  the  late  decision  in  this  Court,  and  in 
the  Supreme  Court  upon  the  subject,  and  after  the 
case  of  Drake  vs.  The  Hudson  River  Railroad,  I 
should  have  considered  the  following  propositions 
as  inconteslible  : 

1.  That  the  establishment  of  railroads  in  the 
City  of  New  York,  by  the  authority  having  title  in 
the  streets,  and  to  the  control  of  them,  was  an  in- 
cident to  that  title  and  authority,  and  not  in  itself 
an  invalid  use  of  the  public  streets. 

2.  That  the  body  vested  with  such  title  and  con- 
trol w«s  the  Common  CtfUncil.  In  my  judgment 
this  power  was  in  the  Common  CoaucLl  without 
the  aid  of  any  statute  of  the  Legislature,  although 
there  might  be  a  power  to  restrict  it  by  express 
enactment.  When  and  to  what  extent  the  I^igis- 
lature  could  restrict  it  was  an  open  question.  But 
the  great  principle  was,  that  the  power  existed 
without  legislative  grant,  and  it  must  be  shown,  to 
be  abridged,  and  at  any  rate,  that  the  Legislature 
never  oould  empower  others  to  construct  roads 
without  tne  approbation  of  the  Corporation. 

3.  That  the  Corporation  of  New  York  held  the 
naked  fee  of  the  streets  of  the  City,  but  held  the 
same  as  trustees  ;  ani  were  trustees  upon  the  ten- 
ure of  holding  and  keeping  them  as  open  public 
streets ;  and  that  the  parties  for  whom  they  were 
trustees,  were  first  and  principally  the  citizens  and 
inhabitants,  and  next,  travellers  generally. 

4.  lu  executing  this  trust,  the  Corporation  was 
amenable  ;  like  all  other.luutees,  for  the  faithfUi, 
legal  and  honest  discharge  of  its  duty  ;  and  cor- 
rupiioa,  fraud  or  violation  of  law  would  not  only 
render  its  contracts  and  acts  invalid,  but  would 
juttify  the  interference  of  a  Court,  by  provisional 
remedies,  to  prevent  their  consummation. 

5.  That  the  right  to  apply  for  su«h  relief,  as  the 
law  stood  upon  several  decisions  of  the  Supreme 
Court,  was  vested  in  any  persons  injured  individ- 
ually, or  as  inhabitants  of  the  City,  and  tax-pay- 
ers. This  rule  has  been  disputed — perhaps  over- 
ruled in  our  Court ;  and  the  individuals  sustaining 
injury  must  unite  iheAitorney  General  with  them 
wherever  the  question  is  either  one  of  a  public  nui- 
sauoe,  or  regards  the  violation  of  its  charter  by  an 
incorporated  company,  or  perhaps  where  corporate 
property  is  sought  to  be  applied  illegally  to  any 
other  than  the  public  purposes  to  which  it  has 
been  by  law  devoted.    (12  Legal  Observer.) 

But  every  lawyer  will  understand  the  pervaiiing 
influence  upon  every  point  which  may  arise  of  the 
solution  of  the  question,  whether  the  Corporation 
of  New  York  has  an  original  chartered  right  to  es- 
tablish railroads  in  the  streets,  or  derives  that 
right  from  acts  of  the  Legislature.  In  the  former 
case,  they  who  contest  its  power  must  show  a  re- 
striction iij  the  lat.er  ;  the  Corporation  must  show 
where  and  to  what  extent  it  has  been  vested. 

In  my  judgment,  the  Legislature  has  no  more 
power  to  establish  a  railroad  in  a  street  in  the  City 
of  New  York,  without  the  assent  of  the  Corpora- 
tion, than  to  ruu  it  through  the  house  of  an  indi- 
vidual owner  without  his  consent.  They  may  do 
it  in  the  case,  as  in  the  other,  u^on  the  ground  uf  ' 
public  necessity,  and  upon  making  proper  compen- 
sation. But  they  must,  in  their  legislative  capa  ji- 
ly,  declare  the  public  exigency  wbiub  demands 
tue  appropriation,  and  must  provide  the  mode  of 
compensation  for  a  surrender  of  a  right  iu  proper- 
ty. Otherwise  they  invade  the  right  ot  the  Corpo- 
ration of  New  York  in  the  streets  as  much  as  if 
they  enacted  that  my  house  should  be  torn  down, 
without  public  necessity  and  adequate  remtinera- 
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But,  again,  I  hold  that  the  Corporation  of  the 
City  possess  the  power  of  establishin?  railroads, 
and  that  it  is  iDonmbcnt  upon  those  contesting  its 
exercise,  in  any  case,  to  show  either  that  they  have 
violated  their  tru^t,  or  plainly  violated  a  statute  ot 
the  State,  which  It  was  competent  to  pass,  or  have 
brokenia  upon  a  fundamental  rule  of  law  controlling 
the  power  of  the  Corporation. 

1 1  is  now  my  duty  to  ascertain  how  far  these 
propositions  have  been  overthrown  or  modified  by 
the  decisions  referred  to. 

1.  1  do  not  find  it  yet  decided  by  either  the 
court  of  Appeals  or  the  General  Term  of  this  court, 
that  the  Corporation  of  New  York  can  not  make 
any  grant  to  others  of  the  right  of  constructing  a 
railroad  in  the  stieets  of  the  City,  without  a  speci- 
fic act  of  the  Legislature,  whatever  may  be  the 
terms  or  condiiioua  of  the  permission.  I  do  not 
mean  to  say  but  that  this  may  be  logically  reason- 
ed out,  from  some  propositions  of  some  learned 
Judges,  but  I  do  not  find  that  it  has  be^:n  judicially 
pronounced,  or  tiiat  it  necesisarily  results  from 
anything  which  has  been  judicially  decided. 

On  the  contrary,  we  find  it  declared  by  Justice 
Edwards,  in  his  able  opinfon,  after  a  careful  re- 
view of  Drake  r5.  The  Hudson  River  Railroad  Com- 
pany, and  the  other  authorities,  that  the  power 
vests  in  the  Corporation,  and  we  find  this  sanction- 
ed by  Justice  Strong  and  by  Justice  Morris.  (15 
Barbour.) 

2.  Next,  the  question  as  to  where  the  fee  of  the 
streets  resides  does  not  aris^.^  in  this  case,  for  the 
complaint  states  that  the  title  to  the  lands  in  the 
streets  named  was  vested  in  the  iMayor,  Aldermen, 
&c.,  in  trust,  that  the  same  should  be  appropriated 
and  kept  open  forever  as  public  streets,  for  the  free 
and  common  use  of  the  citizens.  I  need  not,  there- 
fore, attempt  to  support  my  individual  views  upon 
the  subject. 

3.  Tlje  decisions  in  the  Broadway  Railroad  case 
depend  upon  two  great  principles. 

In  the  first  place,  there  was  a  violation  of  the 
trust  reposed  iu  the  Corporation.  They  were  act- 
ing in  a  reckless  or  profligate  disregard  of  the  in- 
terests and  rights  of  those  of  whom  they  were  the 
agents.  In  the  next  place,  the  grant  was  not  a 
mere  license,  revocable  at  the  will  of  the  Corpora- 
tion, or  upon  prescribed  and  reasonable  terms.  It 
was  a  contract  which  must  reoiain  perpetually  in 
force,  unless  the  Company  broke  the  conditions. 
The  Corporation  could  not  bind  themselves  by  an 
inviolable  compact,  the  etfect  of  which  was  to  sur- 
rt-nJer  practically  and  perpetually  the  manage- 
ment and  regulation  of  the  streets.  It  was  a  trust 
which  they  could  not  part  with. 

With  this  view,  Justice  Strong,  Justice  Harris, 
Justice  Duer,  and  the  General  Term  of  this  Court, 
consisting  of  Justices  Oakley,  Bosworth  and  Slos- 
son,  have  concurred.  These  points  are  settled  by 
autUority  nnd  rest  upon  inconiestible  principles. 

But  if  the  license  to  use  the  streets  for  a  rail- 
road is  not  an  irrevocable  contract,  if  it  is  not  an 
attempt  to  divest  the  Corporation  of  an  inalienable 
control,  and  to  confer  vested  rights  upon  others 
which  may  not  be  abridged,  then  I  see  no  necessi- 
ty for  an  enablnig  statute  of  the  Legislature ;  but 
I  find  tlie  power  of  the  Corporation  is  in  itself  suf- 
ficient. 

In  the  case  before  me,  the  Common  Council 
have  reserved  the  power  to  cause  the  road,  or  any 
part  thereof,  to  be  taken  up  at  any  time  they  shall 
see  fit ;  have  provided  that  the  road  shall  be  trans- 
ferred to  them  whenever  they  demand  it,  upon 
payment  of  the  cost  and  ten  per  cent,  added ;  and 
that  the  parties  on  being  required  at  any  time  by 
the  Corporation,  and  to  such  extent  as  the  Com- 
mon Council  shall  determine,  shall  take  up,  at 
their  own  expense,  said  rails,  or  such  part  thereof 
as  they  shall  be  required,  and  upon  failure  so  to 
do,  the  same  may  be  done  at  their  expense  by  the 
Street  Commissioner. 

In  words,  then,  the  power  to  purcl^se  for  the 
use  of  the  city,  and  thu!>  to  extinguish  a  monopoly 
in  others,  the  power  to  remove  such  portions  as 
may  be  found  injurious  to  public  convenience, 
and  the  absolute  power  to  annul  the  license,  is 
reserved.     When  the  companies  accepted  the  per- 


mission thus  conferred,  they  were  bound  to  know 
that  the  law  was,  as  it  is  now  pronounced  to  be, 
that  the  Corporation  could  not  give  them  an  irre- 
vocable right ;  and  hence  that  the  power  to  take 
up  the  rails  was  not  an  unmeaning  or  contradictory 
reservation,  but  a  declaration  of  the  legal  rights 
and  position  of  the  parties. 

I  take,  then,  the  four  first  propositions  at  the 
close  of  the  opinion  delivered  by  Justice  Bosworth 
at  the  General  Term,  in  Davis  v.  S/iarpe  and  others, 
as  concentrating  the  conclusions  to  which  so  many 
Judges  have  arrived.  Now  I  do  not  understand 
those  propositions  aa  involving  more  than  this: 
that  the  grant  in  question  was  such  a  grant  of  a 
franchise  as  the  Corporation  had  no  power  to 
make,  because  bv  its  legal  import  it  might  be 
perpetual ;  because  it  was  a  contract  which  re- 
stricted the  Corporation  iu  the  future  exercise  of 
its  power  over  the  streets;  and  because  it  con- 
ferred upon  the  grantees  exclusive  privileges  to  a 
partial  use  of  Broadway,  which  might  be  of  per- 
petual duration. 

If  the  observations  before  made  possess  the 
weight  I  suppose  they  have,  the  grant  to  the  Sixth 
Avenue  Railroad  is  not  liable  to  any  of  these  ob- 
jections. 

Next.  The  next  source  of  restriction  upon  the 
powers  of  the  Corporation  to  which  I  adverted, 
were  acts  of  the  Legislature  apparently  incon- 
sistent with  the  exercise  of  that  power  in  authori- 
zing a  railroad.  I  do  not  know  of  any  such  aqts 
except  thor ;  which  were  referred  to  iu  the  Broad- 
way railri  ■    1  case. 

1.  The  ^atute  of  April  9,  1813,  section  198,  (2 
R.  S.  4:ii,)  regulates  the  meeting  of  carriages  in 
the  streets,  and  directs  that  they  aro  to  be  driven 
to  the  right  respectively  under  a  penalty.  It  was 
considered  that  as  the  cars  cuuld  not  be  run  so  as 
to  comply  with  this  provision,  the  statute  would 
in  eflect  be  abrogated  by  a  mere  Municipal  Act. 
(Justice  Bosworth's  opinion  at  General  Term.) 
I  shall  consider  this  when  the  elfect  of  the  Incor- 
poration, under  the  Act  of  18o0,  is  considered. 

2.  The  statute  authorizing  the  Common  Council 
to  pass  By-laws  from  time  to  time  for  regulating 
hackney  coaches  or  carriages,  and  their  rates  of 
fare  or  carriage,  was  deemed  violated  in  the 
Broadway  Railroad  case.  (Justice  Harris,  9  Leg. 
Obs.  108.)  The  Corporation  had  empowered  the 
associates  to  receive  from  any  person  they  might 
carry,  five  cents.  This  was  deemed  an  unlawful 
restriction  of  their  authority  to  regulate  the  rate 
of  fare  from  time  to  time. 

But  the  general  power  of  passing  all  regula- 
tions deemed  necessary  for  the  management  of 
the  road  was  expressly  reserved ; — and  as  to  the 
rate  of  fare,  the  following  acta  took  place : 

By  the  resolution  approved  of  July,  1851,  the 
rate  of  passage  for  the  entire  length  of  the  road 
was  not  to  exceed  a  greater  sum  than  five  cents. 
I  think  there  w.is  no  violation  here  of  the  Act  of 
1813. 

By  the  ninth  subdivision  of  the  28th  section  of 
tho  Statute  of  18o0,  the  compensation  was  not  to 
exceed  three  cents  a  mile ;  and  under  the  resolu- 
tion of  November,  1862,  the  Company  mighfe 
charge  any  passenger  for  any  distance  upon  any 
part  of  the  road  below  furty-third  street,  five 
cents. 

The  result  appears  to  me  to  bo  this  •  The  pro- 
vision as  it  stood  in  the  resolution  of  July,  lb51, 
was  not  in  itself  void,  as  being  without  power  in 
the  Corporation.  If  it  was  affected  by  the  statute 
after  the  associates  chose  to  avail  themselves  of 
it,  (as  I  think  it  was,)  then  the  statute  coutrelled, 
but  the  latter  was  not  inconsistent  with  the  reso- 
lution. Five  cents  for  the  whole  distance  did  not 
involve  the  result  that  over  three  cents  a  mile  was 
charged. 

But  the  resolution  of  November  was  inconsist- 
ent, and  to  that  extent,  it  may  be  deemed  void  as 
to  this  Company.     It  could  go  no  further. 

Again,  the  Act  of  1854  may  sanction  the  reso- 
lution of  18th  of  November,  a  point  more  particu- 
larly examined  hereafter. 

The  difiiculty  adverted  to  by  the  learned  Judge, 
that  the  right  of  the  Ma^or  to  license  WM  is^ 


fringed,  does  not  arise  here.  One  clause  of  the 
resolution  is,  that  each  passenger  c^  to  be  usud 
on  such  road,  shall  be  annually  licensed  by  the 
Mayor;  and  there  shall  be  paid  annually  such 
sum  for  a  license  as  the  Common  Council  shall 
hereafter  determine. 

3  It  was  again  objected  that  by  the  9th  Section 
of  the  Amended  Charter  of  1849,  (Laws  p.  280,) 
the  Executive  power  of  the  Corporation  was 
vested  in  the  Mayor  and  heads  of  departments, 
and  such  other  oflBcers  as  might  be  created  by 
law ;  and  that  the  Common  Council  shall  not  per- 
form  any  executive  duties,  except  such  as  might 
be  specialJy  imposed  by  the  terms  of  the  statute. 
That  the  14th  section  enacted  that  there  should 
be  a  department,  called  The  Department  of  Streets 
and  Lamps,  which  should  have  cognizance  of 
cleaning  the  public  streets,  and  collecting  the 
revenue  from  a  sale  of  the  manure.  And  that  by 
the  10th  article  of  the  grant  in  question,  the 
grantees  were  to  sweep  and  clean  so  much  ol 
Broadway  as  lay  south  of  14th  street,  &c.  This 
was  inconsistent  with  the  provision  of  the  Amended 
Charter  referred  to. 

There  is  no  such  provision  in  the  resolutions 
now  in  question.  The  statute  in  tnis  particular  is 
left  in  force. 

4.  Another  line  of  argument  pursued  in  the 
Broadway  Railroad  case  to  show  the  invalidity 
of  the  grant  was  this :  That  the  Associates  were 
not  incorporated  at  the  date  of  the  grant ; — but 
the  16th  article  anticipated  and  attempted  to  meet 
the  diflSculty  by  providing  that  "  the  Associates 
might  incorporate  themselves  under  the  General 
Railroad  Act,  whenever  two-thirds  should  require 
it."  That  the  General  Act  did  not  authorize  the 
creation  of  a  corporation  to  operate  a  railroad  not 
constructed  at  the  time  it  took  eflect.  (Laws 
1850,  p.  211.)  Other  provisions  in  the  act  are 
adverted  to.  The  prescribed  weight  ot  the  rail, 
the  running  of  freight  as  well  as  passenger  cars' 
the  duty  of  keeping  up  fences  on  each  side  of  the 
road  of  a  prescribed  height. 

Again,  that  the  act  required  that  not  less  than 
twenty-five  persons  should  unite  in  forming  a  coA- 
pany.  By  the  Articles  of  Association,  two-thirds 
— viz.,  twenty— might  form  the  incorporation,  or 
two-thirds  in  interest,  which  might  be  a  smaller 
number  of  persons.  And  all  these  matters  tended 
to  show  that  if  the  clause  was  valid,  these  Asso- 
ciates might  have  become  incorporated  professed- 
ly under  the  act ;  but  either  violating  or  not  com- 
plying with  many  of  its  regulations.  These  ob- 
jections had  great  force  in  the  case  of  the  Broad- 
way Railroad. 

To  judge  of  their  applicability  to  the  Sixth-av- 
enue Railroad,  some  facts  must  first  be  noticed. 
On  the  30th  of  July,  1861,  the  first  set  of  resolu- 
tions was  approved  by  the  Mayor,  and  these  gave 
the  privilege  to  certain  persons,  by  name,  viz.; 
Libby,  Howell,  and  others,  twelve  in  number,  in- 
cluding two  firms. 

On  tlie  27th  of  December  1861,  certain  persons, 
26  in  number,  (among  them  the  parlies  named  iu 
the  resolutions  of  July,  or  most  of  them,)  incor- 
porated themselves  under  the  Act  of  1850.  The 
certificate  is  set  forth  in  the  complaint,  fol.  66, 
and  apoears  regular.  It  is  also  stated  that  on  the 
30th  of  December  1851,  certain  persons,  Libby. 
&c.,  in  whom  by  mesne  conveyance  the  whole 
right  and  title  of  the  Associates  was  vested,  exe- 
cuted an  assignment  of  the  same  to  the  company 
named  in  the  certificate  of  incorporation. 

In  the  first  place  it  is  not  shown  that  the  Rail- 
road was  commenced  before  the  act  of  incorpora- 
tion. On  the  contrary  it  might  be  deduced  from 
the  complaint  that  it  was  not  begun  until  after 
the  resolution  of  June  1852.  This  is  so  sUted  as 
to  the  Eighth-avenue  Road. 

Again,  this  motion  is  a  continuation  of  the  for- 
mer motion  under  the  order  to  amend,  and  the 
answer  of  Libby  and  others  is  before  me.  It  is 
there  sUted  that  the  said  company  (meaning  the 
Association)  did  not  make  such  Road,  but  con- 
veyed away  all  their  right,  and  title,  &c.,  "  and 
further  that  such  Road  was  afterwards  built,  by 
the  8«id  (Porporatioo,  &c." 


V' 


AMERICAN    RAILROAD    JOURNAIi. 


42 1 


But  again^it  does  not  appear  tome  so  clear, 
that  no  company  could  be  incorporated  to  carry 
on  the  construction  of  the  Road  unless  it  had  been 
commenced  prior  to  the  time  when  the  Act  went 
into  effect,  which  was  its  date  April  2,  1850.  The 
section  is,  that  any  number  of  persons  not  less 
than  25,  may  form  a  company  for  the  purpose  of 
constructing,  or  operating  a  Railroad,  or  for 
maintaining  and  operating  any  incorporated 
Railroad  already  constructed. 

The  phrase  "  already  constructed,"  may,  I  ap- 
prehend, be  referred  to  a  road  built  at  the  time 
when  the  company  is  formed  as  well  as  before  it. 
The  phrase  admits  of  this  construction,  and  I 
presume  it  was  more  probably  within  the  intent 
of  the  Legislature  that  it  should  extend  to  such, 
than  otherwise. 

5.  I  proceed  to  consider  the  effect  of  the  incor- 
poration by  this  company  under  the  Act  of 
1850. 

I  have  before  stated  the  proceedings  of  the  As- 
sociates to  incorporate  themsslves.  I  understand 
the  Statute  to  empower  so  far  as  the  State  can  do 
it,  the  formation  of  Railroads  in  the  streets  of  cit- 
ies, (See  subd.  5  of  <)28,  ^39,  ^40.  Also  the  Act  of 
29th  March  1853,  Sess.  Laws  p.  86.) 

The  subdivision  of  the  29th  section  referred  to, 
provides  that  it  shall  not  be  constructed  to  au- 
thorize the  construction  of  any  Railrosd  not  al- 
ready located  in,  upon  or  across  any  streets  in  any 
city,  without  the  assent  of  the  Corporation  of  such 
city. 

Two  leading  objections  have  been  before  no- 
ticed, viz,:  the  Statutory  regulations  directing 
carriages  to  pass  to  the  right,  and  the  provisions 
of  the  Charter  as  to  contracts  being  made  by  the 
Executive  Departments.  It  appears  to  me  a  de- 
cisive answer  to  these  and  similar  objections,  to 
say  that  when  the  Legislature  authorize  an  incor- 
poration to  run  a  Railroad  in  a  city,  it  virtually 
repeals  every  statutory  provision  apparently  in- 
consistent with  the  enjoyment  of  ttfe  right. 

There  are  some  provisions  of  that  Act  which 
were  noticed  in  the  Broadway  case,  and  may  be 
averted  to.  By  one  of  them,  (^44,)  fences  of  a 
detain  height  are  to  be  constructed,  with  open- 
ings, or  biirs  and  gates,  and  farm  crossings  of  the 
road,  for  use  of  the  proprietors  ©f  the  adjoining 
lands.  It  might  be  sufficient  to  say  here,  that  it 
does  not  appear  in  the  record  that  this  was  not 
done.  But  the  neglect  of  it  cannot  be  treated  as 
a  forfeiture  of  the  Charter.  The  Act  may  be 
viewed  as  not  requiring  that  to  be  done  in  a  city 
which  is  inconsistent  with  custom  and  convenience. 
The  fences  and  cattle  guards  mentioned  are  ap- 
plicable to  roads  in  the  country,  and  would  at  once 
be  understood  as  applying  to  them  alone. 

The  carrying  of  freight  is  again  a  privilege 
which  may  be  waived.  It  appears  to  me  that  the 
Sixth-avenue  Railroad  company  have  an  unques- 
tionable right  to  the  enjoyment  of  the  privilege 
granted  by  the  Corporation  of  New  Y-^rk  to  them 
m  the  resolutions  before  stated. 

II.  I  now  come  to  the  consideration  of  the  case 
of  the  Eighth-avenue  Railroad.  The  associates 
have  not  availed  themselves  of  the  Acts  of  incor- 
poration of  1850,  but  their  rights  and  interests  are 
to  be  examined,  and  governed  by  the  resolutions 
of  the  Corporation,  with  any  aid  they  may  re- 
ceive fr  jm  the  Statute  of  1854. 

The  views  submitted  in  relation  to  the  Sixth- 
avenue  Railroad  apply  hero ;  and  the  result  is, 
that  the  grant  or  license  to  the  Eighth-avenue 
company  is  free  from  objections,  except  such  as 
arise  from  an  inconsistency  with  some  Acts  of  the 
Legislature ;  and  in  reality  these  inconsistent 
Statutes  are  only  that  one  regulating  the  passage 
of  carriages  to  the  right,  and  that  prescribing  the 
making  of  the  contracts  through  departments. 
If  these  objections  posses  the  whole  force  attri- 
buted to  them,  and  are  sufficient  to  render  void 
these  important  licenses,  still  the  fundamental 
principles  upon  which  I  have  proceeded  will  re- 
move them.  The  Statutes  amount  only  to  re- 
strictions upon  the  exercise  of  an  admitted  power, 
and  these  restrictions  are  of  a  formal,  or  merely 
police  character.    Such  acts  are  repealable  at  the 


will  of  the  Legislature,  or  by  the  concurrence  of 
that  will,  with  the  a.ssent  of  the  Corporation.  The 
latter  body  when  it  gave  a  license  to  the  use  of 
the  streets  for  a  railroad,  gave  its  assent  to  such 
repeal,  and  the  Legislature  in  the  Statute  of  1854 
declared  its  own.  The  third  section  is  as  follows. 
This  Act  shall  not  be  held  to  prevent  the  construc- 
tion, extension,  or  use  of  any  Railroad  in  any  of 
the  cities  of  the  State,  which  have  been  alrejwiy 
constructed  in  part,  but  the  respective  parties  and 
companies,  by  whom  such  roads  have  been  in 
part  constructed,  and  their  assigns,  are  hereby 
authorized  to  construct,  complete,  extend,  and 
use  such  roads,  in  and  through  the  streets  and 
avenues  designated  in  the  rt  spective  grants,  li- 
censes, resolutions  or  contracts,  under  which  the 
same  have  been  so  in  part  constructed ;  and  to 
that  end  the  grants,  licenses,  and  resolutions  a- 
foresaid  are  hereby  confirmed. 

With  respect  to  that  Statute,  I  should  feel  great 
difficulty  in  holding,  that  it  could  retroact  so  as  to 
establish  as  valid  what  was  absolutely  void  from 
the  beginning.  But  where  it  is  regarded  as  the 
consent  of  the  Legislature  to  the  removal  of  mere 
municipal  and  police  regulation,  when  the  power 
to  accomplish  the  important  puiposes  of  travel  in 
a  great  city  was  undoubted,  and  the  trammels 
ui)on  the  exercise  are  of  so  slight  a  nature,  then 
the  repealing  act  so  far  confirms  the  grant  from 
the  beginning  as  to  prevent  the  public  questioning 
its  validity.  I  presume  that  the  Attorney  Gener- 
al would  not  be  justified  in  informing  agair*.  the 
Corporation  after  this  Statute,  even  if  his  right  to 
do  so  before  it  was  undoubted. 

In  this  point  of  view,  some  cases  upon  the  usur- 
pation of  a  franchise  are  applicable.  On  an  infor- 
mation for  usurping  an  office,  from  the  time  of 
the  usurpation  to  the  time  of  the  imformation  in 
Hilary  term,  the  defendant  confessed  a  usurpation 
from  the  20th  of  August  to  the  29th  of  September, 
and  plead  a  sufficient  election  on  that  day.  It 
was  held  that  there  could  not  be  judgment  of 
ouster,  but  the  partv  was  punished  by  a  fine. — 
(Rex.  vs.  Bidall,  2  Strange  295,  8.  C.  7  Modem 
177.) 

Again,  it  is  settled  in  this  Court  that  where  the 
public,  within  the  corporate  jurisdiction,  or  the 
State  are  concerned,  as  where  an  usurpation  or 
abuse  of  a  corporate  franchise  is  madfe  or  attempt- 
ed, the  Attorney-General  must  be  a  party.  An  in- 
dividual upon  the  ground  of  a  special  personal  in- 
jury may  question  any  act  of  the  corporation;  but 
it  is  upon  the  individual  injury,  and  the  relief  is 
confined  to  the  redrees  or  that  injury.  For  exam- 
ple, in  this  case,  if  the  plaintiff,  Hope,  has  sus- 
tained a  damage  by  an  unauthorized  enroachment 
of  the  eastern  track  through  College  place,  upon 
rights  nor  possession  vested  in  him,  he  may 
be  redressed,  and  to  atuin  it,  may  question  the 
power  of  the  Corporation  and  the  extent  of  the 
rights  of  the  Railroad  Company. 

This  leads  me  to  the  last  point  in  the  cause. 

The  resolution  ofNoVember,  1862  gave  permis- 
sion to  extend  their  rail  through  College  place 
to  Barclay-street,  &c.  This  was  supposed  to  au- 
thorize a  double  track,  which  was  partially  laid 
down. 

The  resolution  of  December,  1852,  changed  this, 
and  allowed  only  a  western  track  to  be  laid  down. 
But  in  December,  1853,  this  resolution  was  rescin- 
ded, so  far,  at  least,  as  it  prohibited  a  double  track 
through  College-place. 

The  original  complaint,  as  before  observed, 
sought  to  restrain  the  company  from  laying  this 
eastern  track,  and  a  case  was  sought  to  be  made 
out  of  an  individul  special  injury  to  the  plaintiff 
Hope,  arising  from  the  locality  of  such  track  with 
his  own  premises.  The  deliberate  declaration  of 
the  Common  Council  has  been  made  in  the  last 
resolution,  that  the  connections  should  be  made 
and  sanctioning  this  eastern  track. 

It  is  not  clear  upon  the  case  as  now  made,  that 
a  private  injury,  ari.singJfrom  invasion  of  a  right  of 
use,  has  been  done  to  this  plaintiff  And  such 
cases  as  Radcliffs  Executures  vs.  The  Mayor  of 
Brooklyn,  (4  Comstock ;  195,)  may  probably  ap 
ply.    Howev«r,  what  is  now  decided  could  oot 


operate  to  prevent  a  new  action,  if  he  is  advised 
to  bring  one,  founded  upon  such  personal  damage 
and  violation  simply. 

Buffalo  amd  Cincinnati  fioutes  DlAculty. 

STATEMENT    OF    CONTROVERSY. 

We  have  a  pamphlet  from  S.  8.  L'Hommeoiec, 
Esq.,  President  of  the  Cincinnati,  Hamilton  and 
Dayton  Railroad  Company,  entitled  a  "  Statement 
of  the  Existing  Controversy  between  the  two  lines 
of  Railroads  from  Cincinnati  to  Lake  Erie." 

The  following  is  a  synopsis  of  it,  which  we  clip 
from  the  Cincinnati  Gazette  .- 

It  seems  that  under  the  contract  entered  into 
on  the  21st  of  .April,  1853,  the  Cincinnati,  Hamil- 
ton and  Dayton  Railroad,  the  Mad  River  and 
Lake  Erie  Railroad,  and  the  Junction  Railroad, 
the  latter  terminating  on  the  east  at  Ohio  city, 
now  included  within  the  corporate  limits  of  Cleve- 
land, composed  what  was  called  the  West  Line, 
and  was  one  contracting  ^arty  ;  the  Little  Miami 
Railroad,  the  Columbus  and  Xenia  Railroad,  and 
the  Cleveland,  Columbus  and  Cincinnati  Railroad 
Companies,  forming  another  route  to  Cleveland, 
constituted  the  East  line,  another  contracting  party. 

These  two  lines  entered  into  an  agreement  re- 
specting the  through  freight  and  passenger  busi- 
ness, on  specified  terms,  and  under  this  agreement 
the  business  of  last  year  was  transacted — the 
steamboats  connecting  with  the  East  Line,  running 
from  Cleveland ;  and,  as  the  junction  road  be- 
tween Sandusky  and  Cleveland,  forming  a  part  of 
the  West  line  was  not  completed,  the  boats  con- 
necting with  the  West  line  running  from  Sandusky. 
From  aught  that  appears  in  the  pamphlet,  the 
business  between  the  two  lines  was  conducted 
harmoniously  the  first  year,  except  that  the  West 
line  mistrusted  that  the  agents  for  the  united  lines, 
on  points  on  the  river  below,  were  rather  partial 
to  the  East  line.  At  a  meeting  of  the  officers  of 
the  West  line,  held  in  Buffalo  in  March  last,  a  dif- 
ferent mode  of  appointing  their  agents  was  sug- 
gested to  the  East  line,  but  that  line  paid  no  at- 
tention to  the  matter. 

At  the  opening  of  business  this  season,  the  West 
line — their  route  being  now  completed  to  Cl.ve- 
land — advertized  that  their  boats  would  run  from 
that  city,  instead  of  from  Sandusky,  as  last  year. 
The  general  agent  of  the  uniled  lines,  in  this  city, 
acting  under  instructions  of  the  superintendent  of 
the  Little  Miami  road,  refused  to  sell  tickets  for 
this  route,  and  has  been  sustained,  subsequently, 
by  the  Superintendents  and  Presidents  of  all  the 
roads  forming  the  East  line.  The  reason  given  is, 
that  the  West  line,  by  running  boats  from  Cleve- 
land, instead  of  Sandusky,  have  violated  the  cod- 

tract. 

The  pamphlet  emphatically  denies  that  this  is 
any  violation  of  the  contract.    It  says  : 

"  The  contract  no  where  limits  the  right  of  the 
West  line,  in  running  their  boats,  as  to  the  point 
of  departure.  It  no  where  requires  the  West  line 
to  start  them  from  Sandusky.  There  is  not  a 
word  in  the  contract,  out  of  which  such  an  im- 
plication can  be  extorted.  This,  of  itself,  deter- 
mines the  question,  for  it  leaves  the  wbok  matter 
entirely  within  the  discretion  of  the  West  tine." 

It  is  also  urged,  that  as  the  contract  speaks  of 
boats  running  in  connection  with  the  West  line, 
and  as  this  line  terminated  at  Cleveland,  the  natu- 
ral presumption  would  be,  that  the  boats  should 
run  from  Cleveland. 

The  correspondence  between  the  two  parties,  in 
order  to  adjust  the  present  difficulties,  is  published 
in  the  pamphlet,  and  also  the  propositions  on  each 
side.  The  following  extract  of  the  result  of  a 
meeting  held  at  Columbus,  June  1st,  contains  the 
charges  made  by  the  West  on  the  East  line : 

Each  of  the  six  Companies  composing  the  (wo 
lines  was  fully  represented.  The  right  of  the  West 
line  to  run  their  steamers  to  and  from  Cleveland 
was  urged  upon  the  grounds  heretofore  stated,  as 
being  plainly  secured  by  the  contract.  It  was 
also  charged  upon  the  East  line,  that  its  present 
reason  for  denying  this  right,  was  because  since 
the  contract  was  inade,  it  had  become  peconiarilj 
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interested  in  the  profits  of  the  Lake  Shore  railroad 
and  in  the  ownership  of  a  line  of  steamboats  run- 
ning between  Cleveland  and  Buffalo ;  and  that  it 
was  insisting  on  the  protection  of  these  new  inter- 
ests, at  the  expense  of  the  just  rights  of  the  West 
line,  and  the  sacrifice  of  good  faith  towards  it.  It 
was  %lso  urged  by  the  West  line,  that  the  contract 
was  intended  to  secure  to  both  lines  the  equal  en- 
joyment of  facilities  for  business  with  other  roads 
and  lines  of  transportation,  and  that  the  stipula- 
tion inserted  in  the  contract  to  the  effect  that  the 
West  line  should  be  entitled  to  enjoy  all  the  privi- 
leges granted  to  the  East  line  by  the  Lake  Shore 
road,  was  for  the  purpose  of  connecting  the  West 
line  with  the  New  York  roads.  It  was  claimed 
that  the  East  line  had  violated  the  contract  by 
entering  into  an  arrangement  with  the  New  York 
Central  and  New  York  and  Erie  roads,  to  proscribe 
the  West  line.  On  the  part  of  the  East  line,  the 
right  of  the  West  line  to  run  their  boats  to  and 
from  Cleveland  was  denied,  and  its  representatives 
declined  to  make  any  arrangement  unless  the 
boats  were  withdrawn. 

A  proposition  was  made  by  the  East  line  to  an- 
nul the  contract,  which  was  assented  to  on  the 
part  of  the  West  line,  with  the  proviso,  that  what- 
ever might  be  found  due  under  it  to  the  first  of 
June  should  be  paid,  to  which  the  East  line  re 
fased  to  accede. 

Other  propositions  were  made  by  each  party, 
but  not  accepted,  and  the  difficulty  is  yet  unset- 
tled. 

The  above  seems  a  fair  and  impartial  statement 
of  the  difiBculties  in  controversy  between  the  con- 
tracting parties.  What  the  East  line  may  have 
♦o  say  in  reply  we  cannot  tell.  We  have  little 
sympathy  with  combinations  generally.  We  are 
inclined  to  the  opinion  that  there  is  ample  busi- 
ness afforded  by  the  travel  and  transportation  be- 
tween Cincinnati  and  Buffalo  to  remunerate  both 
lines,  at  fair  rates  of  charge  to  the  traveller ;  that 
the  best  mode  of  adjusting  the  difficulties  is,  for 
the  stockholders  and  Directors  in  all  the  roads 
concerned  to  insist  that  their  managing  officers 
place  their  tariff  of  charges  at  such  a  point  as  will 
be  expected  to  return  a  fair  interest  on  their  in- 
vestments, under  economical  management,  keep 
their  roads  in  good  order  for  high  speeds,  treat 
the  traveling  public  well,  and  then  run  the  risk  oi 
the  discrimination  of  the  traveler  for  future  favors. 
By  this  means,  and  a  reasonable  amount  of  ad- 
vertising, each  line  will  get  its  proper  share  oi 
patronage.  The  through  business  will  go  by  the 
route  which  can  be  relied  upon  to  take  it  the 
quickest,  cheapest,  and  with  the  greatest  regard  for 
safety  and  comfort.  These  are  the  points  for  the 
Companies  to  look  to.  Business  men  must  go  by 
the  routes  over  which  their  business  calls  them. 
Pleasure  seekers,  and  those  who  have  no  business 
at  way  places  will  be  attracted  by  good,  smooth 
roads,  freedom  from  accidents,  clean  cars,  obliging, 
officers,  high  speed,  promptness  in  running,  and 
arriving  at  the  time  advertised,  making  promised 
connections,  and  low  fares. 

We  suppose  both  the  East  and  West  lines  can 
make  their  advertised  connections,  and  that  they 
do  make  them  generally.  This  is  all  the  speed  re- 
quired, and  thus  far  the  lines  may  be  said  to  rest 
upon  an  equality.  The  next  thing  should  be  for  each 
to  see  that  their  roauls  are  in  the  best  condition  to 
deserve  public  favor.  Let  the  competition  be  in 
this  department  of  railroading,  and  having  done 
this,  let  thetn  not  forget  to  advcriiseff&T]  and  near 
the  facilities  they  offer  to  the  travelling  communi- 
ty, always  adhering  to  the  truth,  and  promising  no 
more  than  they  can  perform,  and  there  will  be  no 


question  about  each  road  getting  its  proper  share 
of  business. 

As  to  the  connecting  roads,  there  is  little  danger 
of  any  line  long  continuing  to  refuse  business  be- 
cause it  comes  to  it  by  any  partieular  route.  The 
Stockholders  will  soon  attend  to,  and  remedy  such 
management.  We  know  of  very  few  Railway  Com- 
panies that  are  in  a  condition  to  select  a  cerrain 
amount  of  the  business  offering,  and  reject  the  bal- 
ance. The  New  York  Central  and  theLake  Shore 
lines  are  certainly  not  the  ones  that  can  long  do  it 
with  impunity.  .  •'    .;   . 

Ne'w  Albany  and  SandnslKy  Kallroad. 

The  president,  secretary  and  principal  engineer 
of  the  New  Albany  and  Sandusky  Railroad  Com- 
pany have  just  returned  from  Sandusky,  where, 
as  we  learn,  on  Thursday  last,  they  completed  a 
contract  for  the  construction  of  the  whole  line  of 
road  on  very  favorable  terms.  The  work  is  to  be 
commenced  in  the  vicinity  of  New  Albany,  be- 
tween the  l.st  and  15th  of  August  next,  and  the 
whole  is  to  be  completed  on  or  before  the  first  of 
November,  1856.  The  contractors  are  Messrs.  S. 
and  C.  Howard. 

That  portion  of  the  Sandusky  and  Louisville 
Company's  road  from  Eaton  to  the  State  line  is 
also  let  to  the  same  contractors  The  part  of  the 
r(^d  from  Eaton  to  Plqua  was  put  under  contract 
last  year,  and  a  great  part  of  the  grading  is  done. 
From  Piqua  to  Huntsville  the  road  has  been  let 
to  Mr.  DeGraff,  who  is  working  upon  it  with  a 
large  force.  From  Huntsville  to  Lake  Erie  the 
Mad  River  road  forms  a  part  of  the  line. 

We  are  informed,  however,  that  our  Company 
has  not  yet  fully  made  up  the  amount  of  cash 
subscription  it  engages  to  procure.  But  the  sum 
yet  to  be  raised  is  so  small  that  it  is  not  doubted 
it  will  be  made  up  before  the  work  is  commenced. 

IVorklug  K.  R.  by  Contract. 

The  plan  of  working  railroads  'by  contract  is 
attracting  much  attention  in  England.  The  fol- 
lowing report  upon  working  engines  by  contract, 
has  been  furnished  to  Mr.  McConnell,  locomotive 
superintendent  of  the  Northern  division  of  the 
London  and  North-«yestern  Railway,  by  one  of  his 
subordinates : — 

"  WoLVERTON,  June  6,  1864. 

"  In  reply  to  your  lettei^of  the  3d  inst.,  request- 
ing me  to  report  upon  the  working  of  the  contract 
system  of  engine  driving,  as  it  bears  upon  the  sev- 
eral points  therein  mentioned,  I  have  to  thank  you 
for  the  opportunity  of  expressing  my  matured 
and  fully  decided  opinion  thereon,  viz.,  whether 
the  stock  of  the  Company  would  suffer  during  a 
course  of  years  in  value  by  contract,  as  compared 
with  day  work,  and  to  what  extent. 

"  The  contract  system  of  working  as  you  de- 
sign to  carry  it  out  tends  iu  every  respect  to  main- 
tain the  stock  in  the  highest  possible  state  of  effi- 
ciency, and  therefoie  to  reduce  all  irregularity  of 
working,  involving  risk  of  accident,  to  a  minimum, 
because,  as  the  shop  repairs  are  not  included  in 
driver  s  contract,  he  must  be  greatly  interested  in 
having  the  highest  possible  efficiency  of  engine 
maintained  at  the  cost  of  the  company. 

"  Whether  the  repairs  by  day  work  are,  more  or 
less,  by  undisputed  wear  and  tear,  or  by  ne- 
glect 1 

"  The  greatest  proportion  of  repairs  required 
under  the  day-work  system  can,  wit.iout  doubt, 
be  traced  to  neglect  aJone,  and  which  could  in 
most  part  be  entirely  removed  by  the  care  re- 
quired under  and  inseparable  from  the  contract 
system.  To  illustrate  this  I  will  instance  '  a  dirty 
boiler,'  causing  rapid  destruction  of  tubes  and 
fire-box,  and  diminished  evaporative  power,  these 
being  lost  to  the  company  ;  '  priming'  involving 
loss  of  time,  risk  of  burning  the  metals,  explosion, 
and  public  safety ;  loss  of  large  quantities  of  hot 
water,  upon  which  much  fuel  has  been  wasted, 
which  would  be  the  driver'p  1cm  uQder  contract, 


but  not  under  day  work;  pistons  and  valves 
ground  away,  involving  loss  of  time,  waste  of 
steam,  and  rapid  destructi'  n  of  costly  machinery. 
Under  the  contract  system  there  would  be  no  dir- 
ty boilers,  no  rapidly  worn,  burnt,  and  bursted 
tubes,  no  burnt  and  exploded  fire-boxes,  no  cut 
pistons,  no  bad  journals,  involving  risk  of  broken 
axles,  and  waste  of  driver's  oil,  tallow,  and  fuel, 
from  increased  friction.  If  the  contract  system 
be  generally  introduced,  I  believe  the  greater 
number  of  so-called  railway  accidents  to  machi- 
nery will  entirely  disappear;  that  the  drivers  will 
become  in  every  respect  a  better  class  of  men  ; 
that  they  will  make  better  use  of  their  intervals 
between  trips ;  go  to  bed  at  proper  hours,  and 
make  better  use  of  their  increased  eiirnings.  I 
believe  we  could,  in  the  cost  of  repairs  at  Wolver- 
ton  works  alone,  save  more  than  £15,000  per  an- 
num, and  corresponding  proportions  to  present 
cost  at  the  other  stations.  This,  In  addition  to 
saving  in  fuel,  oil,  dtc,  would  be  upwards  of  £20,- 
000  per  annum  upon  our  present  mileage.  Addi- 
tional work  could  be  done  with  the  present  stock 
of  engines,  and  greater  earnings  worked  for  with- 
out increasing  the  capital  for  additional  plant.— 
Perhaps — and  I  believe — the  greatest  advantasa 
of  ihe  system  would  be  that  a  driver  contracting 
for  a  particular  train  would  have  regularly  recur- 
ring intervals  of  rest  and  labor,  and  thereby  be 
much  better  fitted  to  do  his  duty  to  himself,  the 
public,  and  his  employers  than  he  now  is,  while 
obtaining  irregular  intervals  of  rest  and  labor,  in- 
volved in  the  present  system  of  working  round. — 
No  man  need  try  to  persuade  me  that  regularity 
in  rest  and  food  is  not  better  for  my  health  than 
an  opposite  state  of  things.  I  hare  tried  both,  and 
know  the  difference. 

"  I  am  satisfied  that  upon  this  division  alone, 
considering  punctualitv,  freedom  from  accident, 
improved  condition  of  drivers  and  of  engines,  re- 
duced cost^of  working  and  of  repairs,  which 
would  at  the  same  time  be  better  done  under  the 
contract  system,  would  benefit  the  company  from 
S35,000  to  £46,000  per  annum  on  this  division,  in- 
crease the  earnings  of  the  driver,  and  tend  to  se- 
cure the  public  safety. 

"  I  am  one  of  those  who  believe  from  the  more 
than  20  years'  experience  I  have  had,  th;^t  with 
proper  care  nearly  all  railway  accidents  can  be 
prevented,  and  that  nothing  will  tend  more  to- 
wards that  most  desirable  state  of  things  than  a 
careful  application  of  the  '  contract'  system.  In  a 
great  many  so-called  accidents,  which  it  has  been 
my  duty  to  investigate,  I  am  convinced  that  near- 
ly all  of  them  could  be  traced  to  a  cause  which 
might  have  been  prevented  by  care  and  vigilance 
on  the  part  of  the  drivers.  To  show  that  I  am  in 
earnest  I  should  be  most  happy  to  forego  the  re- 
ceipt of  any  more  salary  if  the  Directors  will  ge- 
nerally introduce  the  contract  system,  and  pay 
me  a  percentage  upon  the  reduced  cost  and  im- 
proved working  consequent  upon  it." 

Finding  how  well  this  worked,  some  of  the  Lon- 
don and  North  Western  men  applied  to  Mr. 
M'Connell,  the  locomotive  superintendent  of  that 
railway,  to  let  them  try  it  on  the  London  and 
North  Western,  to  which  he  assented.  His  plan 
was,  to  let  them  have  all  the  materials  they  re- 
quired for  their  use  at  the  price  they  ost  the  com- 
pany, for  the  men  to  do  all  the  repairs,  excepi 
those  which  could  not  be  done  out  of  the  shop,  at 
3  3-4  to  4  l-4d.  per  mile  run  for  passenger  trains. 
and  6d.  to  6  l-2d.  per  mile  for  goods,  the  men  be- 
ing secured  their  then  wages  should  their  profit 
not  equal  t  at.  By  the  experiment,  therefore,  the 
men  conld  not,  under  any  circumstances,  be  los- 
ers, while  they  might  realise  a  consideraole  profit 
and  the  company  would  benefit  from  Id.  to  1  l-2d 
per  mile.  On  one  month's  trial,  it  was  found 
that  an  engine-driver  and  his  assistants  cleared 
nearly  £3  a  week  [£2  17s.]  among  them  over  and 
above  their  usual  wages.  No  doubt  therefore  ex- 
isted on  the  benefits  of  the  plan  to  both  men  and 
company,  but  it  required  care  and  skill — items  not 
to  be  found  in  all.  Those,  therefore,  who  had  not 
those  qualities,  grew  jealous  of  those  that  had, 
andhaye  threatened  »  strike  unless  their  wages  arc 
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raised,  so  that  they  may  be  more  on  a  par  with 
those  who  possess  more  brains  and  more  experi- 
ence. Those  that  were  conscious  of  their  defici- 
ency were  fearful  of  the  plan  becoming  general, 
and,  of  course,  their  being  displaced  by  more  effi 
cient  hands.  To  shield  their  fears,  therefore, 
they  demanded  higher  wages,  and  threatened  to 
stop  the  trains  if  their  demands  were  not  complied 
with. 

Could  the  above  system  of  working  on  R.  R.  be 
carried  out,  there  is  no  doubt  but  that  a  vast  sav- 
ing might  be  effected.  On  the  present  system 
the  locomotive  driver  has  no  interest  in  the  conse' 
qutnces  of  his  acts.  He  is  therefore  without  the 
strongest  of  all  motives  to  faithful  service.  Could 
be  be  made  to  be  interested  in  the  results  of  his 
labors,  every  act  would  have  direct  reference  to 
the  good  of  the  company.  Is  not  a  similar  experi- 
ment worth  trying  upon  our  own  roads  ? 

▲nthraclte  Cokl  for  Locomotive*. 

We  copy  from  tluj  Journal  of  the  Franklin  Ip- 
stitute,  the  following  article  upon  the  use  of  An- 
Ihracite  Coal  for  Locomotives,  furnished  by  A. 
PaRDEE,  Esq.,  Chief  of  the  North  Pennsylvania 
Railroad. 

"  The  use  of  .anthracite  coal  as  fuel,  was  com- 
menced on  the  Beaver  Meadow  Railroad  in  1836, 
in  engines  built  by  Eastwick  &  Harrison,  and  has 
been  continued  to  the  present  time  in  a  portion  of 
their  engines. 

"  On  the  Hazleton  road  we  commenced  its  use  in 
1838,  in  the '  Lehigh'  engine,  built  by  Eastwick  & 
Harrison,  and  in  1839,  in  the  '  Hercules,'  by  the 
same  makers.  Both  engines  have  been  in  con- 
stant use  during  the  season  ofnavigation,  say  eight 
months  per  year,  up  to  and  including  1852,  when 
the  '  Lehigh'  was  taken  into  the  shop  to  be  re- 
built.   The  '  Hercules'  is  still  in  use. 

"  Both  engines  had  originally  copper  flues,  which 
were  replaced  by  iron  ones,  after  about  two  years' 
use,  the  copper  having  been  worn  out  at  the  end 
next  to  the  fire-box,  by  the  particles  of  coaU  drawn 
in  by  the  draft. 

"  Both  engines  have  now  the  same  fire-boxes 
with  which  they  were  turned  out  of  the  maker's 
shop,  excepting  about  one  foot  of  the  lower  part, 
which  has  been  once  renewed.  The  iron  flues  now 
in  use  are  those  put  in  to  replace  the  copper — 
never  having  been  renewed  either  in  whole  or  in 
part.  AHogether,  we  have  in  use  eight  locomo- 
tive engines,  three  built  by  Eastwick  &.  Harrison, 
one  by  M.  W.  Baldwin,  and  four  in  our  own  shops 
at  Hazleton. 

"  We  have  never  used  other  fuel  than  an'hracite 
coal,  excepting  for  the  purpose  of  kindling  fires. 
The  engines  have  been  in  use  during  the  season  of 
navigation  from  two  years  ago,  (when  the  last 
were  built,)  up  to  the  time  oftlie  oldest  engines 
named  above,  and  we  have  never  renewed  a  fire- 
box or  set  of  flues,  except  the  repairs  to  the  two 
engines  named.  As  far,  therefore,  as  our  expe- 
rience goes,  anthracite  coal  for  fuel  is  not  so  de- 
structive to  fire-boxes  and  flues  as  has  been  gen- 
erally argued  and  supposed.  We  wear  out  two 
sets  of  grate  bars  in  the  same  season's  use  of  an 
•Dgine. 

'■  The  Character  or  the  Road. — In  starting 
from  the  Lehigh  at  Peno  Haven,  we  have  had, 
while  using  a  part  of  the  Beaver  Meadow  Road,  an 
ascending  grade  averaging  80  feet  permUe  for  five 
miles,  then  140  feet  per  mile  for  1}  miles;  then 
60  feet  for  3i  miles,  and  then  a  grade  of  12  feet 
per  mile  for  8^  miles  to  the  intersection  of  the 
various  branches  to  the  mines.  In  descending,  as 
you  will  perceive,  mostly  by  gravity,  the  coal  fire 
remained  entirely  inactive,  havmg  no  artificial 
draft  by  fans  or  otherwise,  except  that,  caused  by 
the  exhaust  steam  ;  while  in  the  ascending  with 
a  load  of  empty  cars,  equal  to  the  whole  power  of 
the  engiae,  the  fire  to  generate  the  necessary  steam 
must  be  stimulated  to  the  most  intense  activitv  ; 
thus  making,  apparently,  a  far  more  unfavorable 
st»t«  of  Uiia^s  for  \,h.Q  use  of  ooftl  tluui  oo  a  road 


where  the  grades  are  more  uniform,  and  in  conse- 
quence, the  fire  ac'ed  upon  by  a  more  uniform 
draft. 

"  I  am  aware  that  it  has  been  said  that  coal 
might  do  for  short  roads,  b  jt  that  on  long  roads 
the  continuous  intense  action  of  the  heat  would 
destroy  the  flre-box  and  flues. 

Now,  it  strikes  me  as  absurd,  to  suppose  that  on 
a  road  of  any  length  a  fire  need  be  made  more  in- 
tensely hot,  or  that  any  part  of  the  boiler  could  be 
mo'e  heated,  than  is  necessary  to  drive  an  engine 
and  full  train  up  ten  miles  of  such  grades  as  are 
specified  above,  or  that  a  continuous  equable  heat 
for  eight  or  ten  hours  can  be  worse  than  continu- 
ing the  same  heat  for  an  hour,  than  a  moderate 
fire  for  an  hour,  and  so  on  alternately,  with  the 
consequent  expansion  and  contraction,  and  this 
continued  day  after  day  for  eight  months  annual- 
ly during  fifteen  yea  s. 

"  I  have  entered  on  this  subject,  perhaps  to  a 
somewhat  tedious  length,  my  object  being  to  satis- 
fy yourself  and  others,  that  anthracite  coal  has 
been  used  successfully  for  a  series  of  years  in  this 
region,  as  fuel  for  locomotive  engines,  not  differ- 
ing materially  from  the  ordinary  mode  of  construc- 
tion." 

CbleagOi  St«  Charles  and  HlMlsBlppI  Air  I<tne 
Railroad  Company* 

A  meeting  of  the  Stockholders  of  this  company 
was  held  in  St:  Charles,  on  Wednesday  of  last  week. 
From  the  reports  of  Ira  Minard,  Esq.,  President, 
S.  S.  Jones,   Secretary,  and  Geo.  W.  Waite,  Chief 
Engineer,  we  gather  the  following  facts  : 

The  stock  of  the  company  amounts  to  SI, 190,- 
600,  one-fourth  of  which  is  payable  yearly  in  as- 
sessments of  five  per  cent.  Cn  the  30th  of  May, 
1863,  the  company  entered  into  a  contract  with  E. 
C.  &.  E.  B.  Litchfield,  of  New  York,  highly  respon- 
sible railroad  contractors,  for  the  construction  and 
equipment  of  the  entire  road.  The  cost  is  to  be 
324,50 )  per  mile.  The  equipment  embraces 
twelve  first  class  locomotives,  two  hundred  eight 
wheel  freight  cars,  one-third  of  which  are  to  be 
rack  and  the  balance  covered  cars.  The  contract- 
ors are  also  to  erect  good  and  sufficient  water  sta- 
tions along  the  line  wherever  the  necessities  of  the 
company  may  require.  The  rails  are  to  weigh 
from  fifty-six  to  sixty  pounds  to  the  yard. 

Messrs.  Collins  &  Co.,  of  Brooklyn,  N.  Y.,  have 
the  sub-contract  for  constructing  the  road  from 
this  city  to  Fo^  Riv^er.  Th**  grading  for  this  dis- 
tance, forty  miles,  is  nearly  completed.  The  stone 
work  of  the  Fox  River  bridge  is  finished — and 
that  over  the  O'Plain  is  completed,  the  iron  is  laid 
to  that  point,  and  a  construction  train  is  running 
upon  the  r«.»ad  from  the  Company's  depot  grounds 
opposite  the  depot  of  the  Michigan  iSuutbern 
road.  I 

The  cost  of  the  depot  grounds  in  this  city  and  t 
the  right  of  way   eitst  of  Eos.   River  is    about;     Tin- 
$180,000.     The   depot  grounds  at   Savanna   and  an  i  w. 
Galena  have   also   been  secured   and  the  cost  of 
these  and  the  right  of  way  to  the  Mississippi  be- 
yond Fox  River  will  be  comparatively  light. 

It  has  been  the  policy  of  the  Company  not  to 
offer  any  bonds  in  the  market  until  the  road  was 
completed  and  fully  equipped,  and  in  operation 
to  Fox  River.  Owing  to  a  variety  of  circumstan- 
ces this  has  not  been  accomplished  as  sood  as 
it  was  expected.  It  is  now  in  a  condition  that 
will  secure  its  completion  to  St.  Charles  at  an  ear- 
ly day. 

The  report  speaks  of  the  extension  of  this  road 
into  Iowa  and  across  the  State  by  the  Iowa  Cen- 
tral Air  Line,  and  fiom  a  point  opposite  to  Galena 
to  the  South  bend  of  the  Minnesota,  and  argues 
with  entire  certainty  tho  great  productiveness  of 
the  road.  Iowa  ii>  one  of  the  finest  iStates  in  the 
Union,  and  it  is  settling  with  a  hardy,  enterpris- 
ing and  highly  intelligent  population.  All  the 
roads  leading  to  that  rich  and  soon  to  be  popu- 
lous State  are  bound  to  pay  handsome  dividends. 

At  the  meeting  of  the  stockholders  last  Wednes- 
day, the  following  gentlemen  were  elected  Direc- 
tors of  the  Road  : — 

Ira  Minard,   St.  Charles,  Elisha  C.  Litchfield, 


winC.  Litchfield,  N.  Y. ;  Alvah  Hunt,  N.  Y.  ;Gardon 
S.  Hubbard,  Chicago ;  Amos  G.  Throop,  Chicago  ; 
William  Savage,  Adrian,  Mich. ;  Henry  Ten  Eyck, 
Cazanovia,  N.  Y. ;  Hervy  A.  3Iix,  Oregon,  III. ;  Dan- 
iel A.  Barrows,  Galena,  III.  ;  Ralph  S.  Norris,  Ga- 
lena, III. ;  Stevens  S.  Jones,  St.  Charles. 

The  Board  subsequently  elected  . 

President — Ira  Minard;  Vice  President — G.  8. 
Hubbard  ;  Secretary — ST  S.  Jones ;  Treasurer — 
Alvah  Hunt,  New  York ;  Assistant  Treasurer — G. 
S.  Hubbard. 

The  names  of  the  gentlemen  who  have  in  charge 
the  interests  of  the  Road,  are  a  sure  guarantee  of 
entire  success. — Chicago  Dem.  Pres! 

Brans'wlelc  and  Florida  Railroad. 

At  the  Railroad  meeting,  in  Thomasville,  the 
19th  inst.,  on  motion  of  Gen.  Knight,  a  committee 
of  13  was  appointed  to  procure  business  for  the 
meeting.  The  committee  made  the  following  re- 
port which  was  unanimously  adopted 

The  Board  of  Directors  of  the  Brunswick  and 
Florida  Railtoad  Company,  having  submitted  to 
the  stockhok  ers  for  their  approval,  the  resolutions 
voted  by  saic  Board  in  the  city  of  New  York,  on 
the  18th  of  y  ay  last,  and  those  resolutions  having 
been  laid  befdre  the  meeting  of  Georgia  conditional 
stockholders,,  it  is  Resolved,  ■ 

Ist.  That  :t  is  presumable  that  the  Board  of 
Directors  of  'he  Brunswick  and  Florida  Railroad 
Company  have  the  best  interests  of  the  Company 
at  heart,  andjwould  take  no  steps  which  would  be 
adverse  to  its  Interests,  and  as  we  are  DOtsufBcicotly 
advised  to  act  definitely  either  in  the  approval  or 
rejection  of  llheir  propositions,  we  leave  the  re- 
sponsibility oir  making  all  legitimate  financial  ar- 
rangements, \  'here  the  power  to  do  so  is  vested  by 
the  charter — in  the  Board  of  Directors. 

2d.  That  ic  the  event  such  bonds  are  issued  as 
contemplated  by  the  resolutions  of  the  Board, 
that  we  believe  that  such  of  the  Georgia  stock- 
holders as  desire  it  arc  equitably  entitled  to  the 
privilege  of  taking  bonds  upon  the  same  tcrm!>  as 
other  purchaiers,  and  paying  in  those  bonds  in 
discharge  of  tfceir  notes  given  for  stock. 

3d.  That  tile  v^ry  great  importance  of  this  road 
both  to  the  Company  and  the  country,  becomes 
daily  more  ana  more  apparent,  and  that  in  order  to 
insure  harmony  among  ourselves,  and  the  ultimate 
success  of  ibi  enterprise,  immediate  action  is  ab- 
solutely nece^sarv. 

On  motion  bf  Gen.  Knijht  the  meeting  adjourn- 
ed, subject  to  the  call  of  the  Chairman  at  Troup- 
ville,  should  further  developments  make  another 
meeting  necersary. 

A  propositibii  to  send  d'-legates  tf»  Niw  York, 
to  iiKiuire  iut^  the  c«>n'titiou  of  the  Cuuij>auy  was 
lost. 


Cazaoovia,  N.  Y. ;  Jolia  Stoker,  fiome,  H.  Y. ;  £d-  jBaikoad  is  qo^  at  par,  while  a  ^ear  ago  it,  was 


Ay;i4*u'**  SirMT   iio<tii  Projeel*. 

W  .-t  ii  >ii!l  in  need  of  a  gr^at  many  roads, 
■  l<»  no  |>rrt<-iid  to  s»y,  »nil  ceriaiiily  it 
not  oiirl  Mr.^  tiat.  the  progr  ss  of  roadr-in  new 
countrie.-),  ur  I  !i  <li<'<.'Ciiuii!i  liot  already  within  the 
reach  of  Rii  Iw.iy  f.iciiities,  will  or  should  be 
checked;  but  ve  do  not  think  this  is  the  time  tor 
projecting  or  1  milding  paralltj  roads,  even  though 
they  run  on  aii"air  line"  This  may  do  hereafu-r, 
when  the  road  sal  read/  constructed  or  in  course 
of  constructio  i  are  paid  for  ;  and  when  money  may 
be  obtained  o  ;  RBiUays  collaterals  for  less  than 
2  or  3  per  cen  :.  per  .month  It  should  be  borne  in 
mind  that  the  interest  of  the  country  at  large  need 
protection,  as  much  as  Railway  projects  Deed  sap- 
port  and  enco^nigement  and  It  is  very  clear  that 
the  former  ar^  now  buffering  severely  in  conse- 
quence of  the  I  unreasonable  extent  to  which  the 
latter  have  be^u  carried.  The  same  cause  is  de- 
pressing the  iokerest  of  companies,  the  immediate 
extension  of  wpose  roads  is  much  to  bedcsirt-d.  lu 
a  word,  the  imprudent  action  of  overly  anxiiius 
and  impatienf  Railroad  projectors  has  fus- 
trated  their  owjn  plans,  while  it  has  prostiated  the 
entire  railway  ^terest  of  tne  country.  For  coucla- 
sive  evidence  (jn  this  point  it  is  only  necessary  to 
refer  to  the  current  quoutions  of  the  entire  list  of 
Railway  shares.    The  stock  of  tho  Little  Miami 
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wor^h  125.  Next  to  the  Little  Miami  is  the  Cio- 
ciniiali,  Hamilton  and  Dayton,  vvbicb  is  95.  This 
stock  has  sold  as  high  as   115.  — Cincinnati   Oa- 

zetie. 


American   Railroad  Journal. 

.     ■ i 

^atarday,  July  S,  1854. 

Agenta  for  tKe  Journal. 

To  present  imposition  we  feel  constrained  to 
state  that  we  have  no  regularli/  autkorised  agents  in 
this  Country.  To  persons  in  the  commission  agen- 
cy b'.siness  or  book  trade  who  remit  us  names  ol 
new  subscribers  with  the  price  of  subscription,  we 
allow  the  usual  commission  and  send  the  paper  as 
desired,  but  we  bold  ourselves  responsible  for 
the  acts  or  contracts  of  no  man  not  connected 
wiih  this  oflBce  and  regularly  authorised  by  us  to 
do  business  in  our  name. 

Persons  desiring  the  Journal  should  send  their 
address  directly  to  us  by  mail  and  may  also  re- 
mit their  subscription  to  this  office  in  bank  notes 
current  in  their  own  State,  unless  ihey  can  con- 
veniently procure  funds  of  this  State.  All  such 
remittances  will  be  duly  acknowledged  by  mai 
on  their  receipt.  Persons  receiving  accounts  of 
ther  indebtedness  to  this  oflSce,  will  oblige  us  by 
remitting  aa  above,  at  their  earliest  convenience. 

StocU  an:!  Money  Blarket. 

The  prices  of  stocks  in  the  New  York  market, 
with  two  or  three  exceptions,  do  not  differ  much 
from  the  quotations  of  the  past  week.  A  failure 
of  a  well  known  house  in  this  city,  and  the  over- 
issues of  the  stock  of  the  New  York  and  New 
Haven  Company  exposed  thereby,  operated  unfa- 
yorably  upon  New  York  and  New  Haven,  and 
Harlem ;  but  with  these  exceptions,  nearly  the 
•whole  list  has  recovered  somewhat  from  the  low- 
est point  of  its  recent  depression.  The  low  prices 
do  not  seem  to  attract  buyers.  The  impro/ement 
noticed  is  consequently  exceedingly  slight  and 
gradual. 

While  in  New  York  prices  seem  to  have  touched 
bottom,  the  cornado  which  caused  such  a  tumble 
here  is  sweeping  over  other  parts  of  the  country, 
the  Wtst  particularly,  where  a  fall  of  10  or  15  per 
cent,  has  been  sustained  by  the  whole  list  upon 
the  market.  Every  portion  of  the  country  sym- 
pathises with  the  condition  of  affairs  in  the  com- 
mercial metropolis,  and  we  have  no  reason  to  be 
SDiprised  ac  the  fall  of  Western  securities,  after 
what  has  taken  place  under  our  own  eyes. 

It  is  of  course  very  important  to  consider  how 
far  the  depreciated  value  of  our  stocks  is  due  to 
accidental  cau&ts,  and  how  far  to  real  ones.  Rail- 
roads in  thi.s  country  have  been  constructed  upon 
the  assumption  that  they  ottered  a  pn>fi'.ablc  in- 
vestment for  capital.  Without  going  into  a  discus- 
sion of  general  suhjicts  at  the  present  time,  it  is 
certain  that  the  recent  fall  has  not  been  caused  by 
any  new  developments  controverting  the  assump- 
tion already  referred  to.  The  per  centage  of 
receipts  of  our  roads  upon  the  cost  certainly  equals 
the  estimates  when  those  market  quotations  were 
at  the  highest  figure.  There  are  much  stronger 
reasons  why  Erie  should  sell  at  97,  as  far  as  the 
earnings  of  the  road  are  concerned,  than  existed 
at  the  time  tlie  stock  commanded  that  price. — 
Since  that  time  the  road  has  developed  a  strength 
which,  it  was  believed  by  the  great  masses,  not  to 
possess.    lis  earnings  have  exceeded  general  ex- 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


Vt. 


ct 

II 


Atlantic  and  St.  Lawrence. . .  Maine 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H, 

Concord " 

Cheshire 

Northern 

Manchester  and  Lawrence. . . 

Nashua  and  Lowell 

Portsmouth  and  Concord . . . 

Sullivan 

Connecticut  and  Passumpsic 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Mame " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cai)e  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester .. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . . 

Buffalo,  Coming  and  N.  York.  " 

liuffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehamia ....  " 
Erie,  (New  York  and  Erie). . . 

Hudson  River 

Harlem 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal....  " 

Rensselaer  and  Saratoga....  " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philad.,  Wilmington  and  Bali.  " 


N.  Y. 


i( 
II 


160 
65 
72 
61 
20 
93 
86 
54 
82 
24 
16 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
65 
69 
29 
52 
58 
42 
67 
20 
74 
45 
11 
77 
46 
155 
60 
40 
45 
72 
110 
60 
66 
61 
62 
65 
54 
91 
132 
69 
50 
47 
36 
464 
144 
130 
95 
604 
118 
85 
23 
26 
60 
41 
82 
89 
96 
66 
45 
31 
63 
66 
20 
86 
95 
98 


•3 


o 


1,638,100 


XI 
o 


2,973,700 


824,863!  1,043,540 


o  a 

o  s 

n  v 


6,973,700 

2,036,140 


1,073,6781  1,4,59,6941  2,520,981 


1,365,500 

285,747 

1,649,278 

1,485,0001 

2,078,6251 

3,016,6341 

717,6481 

600,0001 


123,884i  1,469,384 
341,100!   713.606 


622,200 

none. 

720,900 


none. 


2,540,217 
1,485,000 
3,002,004 


661,214 
1,400,000 
673,500 
1,097,600!  650,000i  1,745,616 
2,486,0001  2,429,100i  5,577,467 
8,500,000;  3,600,00012,000,000 

1,600,000 

392,000|      700,000 


<o   u   ? 

as  e   Ol 


264,743 
177,003 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 


132,545 


1,830,000! 
4,076,974i 
8,160,0001 
4,500,000 

421,950 
1,591,110 
2,850,000| 
1,050,000 
8,640,000 

600,000 
1,169,228 
1,964,070 

250,000 
2,233,9391 
1,140,000 


206,190 
150,000 
402,326j 
590,541 
180,0001 


1,500.000 


495,397 


2,044,636 
4,111,316 
3,579,041 
4,850,764 
633.906 


Leased  to 
Recently 


286,363  1,802,244 

1,192,975  3,120,391 

6,208  1,060,000 

191,600  3,716,870 

none.    629,964 

953,370  2,221,068 

295,038  2,293,634 

none:  !   307,136 

1,139,6151  3,207,818 

194,4451  1.342,593 

5,160,000j  6,319,620  9,963,258 

467,700 

300,0001  1,791,999 
500,(X>()|  1,400,000 
800,000|  3,150,000 

I  2,500,000 

In  progres 
1,511,111 
4,978,487 


1,457,600| 

922,500 

2,350,000 


658,861 
3,000,000 

926,000 

760,600 
2,121,110 

900,000 


879,636 


426,509 

687,000 

10,<XX),000 

3,740,615 

4,725,250 

1,875,148 

23,085,600 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,550,000 


872,000 


682,400 
400,000 


1,380,610 
2,596,488 
2,650,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 


434,599 
803,024 
609,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,669 
188,442 

90,816 
374,897 
159,738 
244,323 
182,398 
1,525,224 
240,572 
291,417 


639,629 
329,041 
69,629 
114,410 
806,713 


c  >> 

S  « 

SI 

is. 


o 
•c 

a 
« 


113,620  none 

80,063  none 

100,552  none 

6 

ll,266,none 
79,669none 

141,8361  8 
56,266   6 

163,076!  6 

16 

61,6181  8 


oa 
QQ 


•n 


inone 

(none 

none 

266,589  none 


the  Vt.  C'ent. 

opened,  [none 

inone 

114.098i  0 
418.3581  8 
226,6391  64 


83 
80 
41 

96 
24 
27 

104 
86 
49 
88 

104 

•  ■  •  • 

10 

21 
9 
61 

82 


413,289 

26,412 
102,098 
310,875 
126,589 
214,688 

46.839 

85,214!none 
122,866  none 


21,490 

13,144 

81,807 

746,736 

110,892 

120,892 


294,269 
168,902 


428,173 


8 

none 

6 

7 

6 

4 
10 
none 
none 


24,003,86533,070,863 

7,046,895110,527,664 

977,4631  6,102,936 

616,2461  2,446,891 

10,773,823|33,859,423 

6,133.834 


1,679,9691  2,969.760 

350,00d      206,000 

174,042 

610,00d 

850,000! 

899,800 

237,690 

430,936 
1,011,940 
1,500,000 
1,022,420 
2,197,840 

986,106 
1,184,500 

600,000 

880,100 
6,656,332 


7 
8 

Recently  lojHjned.   Inone 
267,661     116,9651  4 

1  ) 

Recently  {opened,   jnone 
none 
Recently  [opened 


87 
100 

77 

96 

40 

52 

77 

90 

841 
117 

60 

97  i 

"n\ 

60 
944 
68 
97 
66 
116 

•  .».«! 

• .  •«.■- 

83 

'46* 
53 

66' 
180 


76,7601     89,860|none 
74,241 1     23,496  none 

4,318,962!l,800,181    7 
1,063,669    338,783|none 
681,445     324,494|  4 
205,068      44,070|none 


480,137 
633,698  92,363 
131,000  349,775  Recentlv 
26,000  774,496|  213,078 
400,000|  1,260,000 
940,000|  1,832,945 
100,000 
700,000 
650,000 


195,8471 
46,072l 
opened,    none 
96,737 


329,677 
1,043,357 


Recently  jopened 
173,5461    135,017 


128,000 

476,000 

1,500,000 

13,000 


713,227 


Recently  opened.     . . , 
Recently  opened,    none 
1,693,711!    226,162    116,7061  8 
4,327 ,4V'i  1,388,386    478,41;i|l0 
1,220,326     149,941      79,262|  7 
3,245,720    603,942    816,25910 
2,379,880j    260,899    124,740  8 
1,265,1431    118,617      76,89«  5 
760,000| Recently  opened.    ... 
1,702,623|    265,3271  106,320   8 


none 


10,427,800  17,141,987  2,480,626|1,251,987 
6,0OQ^  2,399,166]  8,067,2861  6&Bfim  Ml,76dl 


62i 

61 

441 

28 

99 

70 


. . .  t 
39  O'jt 


.'r  :>««;.. 


jfj^iiyA"' 


92 
14a- 

66  •  'Mt> 
1  74#'«<» 


T  tiii  nt>t  tirviiil:  10  frJAtt 


~-.  >  -Vi,  •■  ■- 
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Railway  Share  List, 

Compiled  from  the  lalest  returns — corrected  every  Wednesday — on  a  par  valtuUian  of  $100. 


NAME  OF  COMP.'INY. 


o 
o 

B 
V 


250 

30 

47 

381 

38 

67 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

66 

93 

38 

88 

60 

80 

126 

38 

29 

65 


Pennsylvania  Central Penn. 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

W.'ishington  branch " 

Baltimore  and  Susquehanna. .  " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh..  " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  an<l  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.  " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee •' 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 

Nashville  and  Chattanooga. . .  " 

Covington  and  Lexington ....  Ky. 

Frankfort  and  Lexington " 

Louisville  and  Fraiilifort " 

Maysville  and  Lexiington " 

Cleveland  and  Pittsburgh ....  Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Daj'ton  " 

Circinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro •- " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...  " 

Ohio  Central ;  " 

Ohio  and  Mis.sissipx)i " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana "     | 

Scioto  and  Hocking  V^alley...  "     |  44 

Columbus  and  Xenia "       64 

Evansville  and  Illinois Ind.     31 

Indiana  Central " 

Indiana  Northern "      131 

Indianapolis  and  Bellefontaine  "     j  83 

Indianopolis  and  Cincinnati..  "     !  90 

Lafayette  and  Indianapolis ...  "     |  62 

Madison,  Indianapolis  &  Peru  "     159 

TeiTe  Haute  and  Indianapolis  "     !  72 

Rock  Island  and  Chicago Ill 

Chicago  and  Mississippi "      136 

Illinois  Central " 

Galena  and  Chicago "     ^  92 

Michigan  Southern  and  Ind.  N.Mich.'816 

Michigan  Central "      282 

P»cific Mo.  88 


3 


9,768,155 


13,118,902 
1,660,000 


769,000 
1,372,324 

686,000 
1,000,000 
1,357.778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,600,000 
4,000,000 
1,013,088 


686,887 


776,269 
879,868 
688,611 


836,000 
2,093,814 
1,480,160 

367,218 


o 
a 

9 


6,000,000 


6,677,103 


173,867 
200,000 

'  503, (m 
640,000 
469,150 
707,958 
120,000 

1,134,698 


500,000 
3,000,000 


418,187 

1,214 

163,000 


160,000 
400,6b6 


1,979,100 
2,000,000 


1001 
147 

96 
136 

46| 

61 

60  2,100,000 


3,027,000 


40 
20 
36 
31 
37 
84 

167 
57 


187 


310,000 


2,668,402 

900,000 

2,387,200 


1,750,700 


760,000 
1,291,700 


1,128,486 


2,647.700 
682,387 


2,400,000 


641,000 
850,000 
900,000 


n0  ^ 

2  S 

-  s 


13,600,000 


22,254,338 
1,660,000 


.5*3 

3  o 


go 


2«2 


1,943,827 


In  prog. 
In  prog. 

1,163,928 
In  prog. 

1,100,000 

1,531,238 

2,106,467! 

2,392,215; 

3,545,256 
416,5321 

2,965,674 


2,033,420 
348,622 
413,673 


227,693 


122,861 
254,376 

62,76 
210,052 
109,268 

89,776 
610,038 


In  prog. 

7,002,396  1,000,717 
In  prog. 

3,465,879 


1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


1,142,200 
1,600,000 


408,200 


600,000 
'660,666 


482,000 
1,000,000 
1,767,000 


2,450,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


4,000,000 


600,000 


Ib  prog. 
In  prog. 
In  prog. 
684,902 


986,074 
934,424 
278,739 
69,690 
129,395 


173,642 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


87,421 


432,682 


o 

S)* 

hi 

.S  " 

«A 

£f 

c 

««  ® 

a> 

«-g 

•o 

■s  * 

OJ  — 

•r* 

^ 

o 

617,626 


798,193 
216,237 
152,536 


72,370 


.a 


97 


1021 

68 


74,113inone 
113,266  7 


99,077 
42,736 


153,898 


10 
none 
12 

6 


77 

70 

40 

100 


50 
98 


609,711 


536,608 

456,468 

149,960: 

21,731 

71,536 


8 
9 


.6,079 


8 


44,260; 


267,278 


777,793 


2,659,653 
In  prog. 

926,000 
In  prog. 


321,793 
Recently 


In  prog. 
3,169,733 
1,855,000 
4,110,148 

In  prog. 


667,559 
640",5i8 


Recently 

In  prog.  I 

"    Recently 

l,310,062i  314,434 

In  prog.  I  237,606 


"    Recently 
1,869,932  Recently 


10 


125 


116 
\0\ 


68 

80 


483,454 


200,967 
opened. 


362,133 
113,461 


opened. 


opened. 
168,612 


2,400,000i  616,414 
1,363,019|   106,944 


opened. 

opened. 

opened. 

268,076 

71,446 


4,600,000] 


In  prog.     I   478,648 


3,741,564   7,276,6161,200.922 
8,977,563  8,618,6051,146,698 
Don        In  progTWiBecently 


12 


10 


10 


10 
4 


2§6,162 

686,929 

682,816 

opened.  { 


17 
8 


45 
70{ 

88 


116 
65 


102i 
62 
75 


66 


111 


77J 
79 


107 


774 


90 
76 


82 
108 


i 


1 


123 
100 
9H 
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425 


njt 


Never,  duringl  the  history  of  the  road. 


could  so  lai  ge  a  dividend  jbe  figured  as  at  the  pre- 
sent time.  It  is  known  t&at  for  more  than  a  year 
past  important  reforms  have  been  effected  in  the 
working  e<onomy  ot  thi  road.  Now,  without 
expressing  any  opinion  as  to  the  real  value  of 
Erie,  we  have  no  doubt  it  is  worth  more,  and  is 
believed  toibe  worth  morl;  by  the  public,  than  at 
any  previois  period.  Thiere  can  be  no  doubt  of 
this  fact,  pfet  the  stock  is  some  35  per  cent,  be- 
low its  higjhest  point  a  few  years  since,  for  no 
other  reasoji  than  that  the|  relative  value  of  money 
has  changeji,  and  with  it  the  public  sentiment  in 
reference  t#  railroads.  There  is  uo  reason  why 
New  York  \xA  New  Havela  stock,  which  recently 
should  be  seHing  at  70.  We  presume 
doubts  it  muiit  be  a  permanent  7  per 
as  soon  as  tl^e  claims  growing  out  of 
k  accident  sblall  be  liquidated.     The 


caused  the 


sold  at  115 
that  no  on€ 
cent,  stock 
the  Norwa 
amount  pai|i  on  account  <if  these  should  not  have 


fall  of  over  10  i 


rcent.  Notwithstand- 
ing the  great  amount  ot  fi/dilioua  stock  represent- 
ed in  the  capiul  account,! we  have  no  doubt  that 
this  stock  will  touch  p^r  wiihin  a  year.  We 
might  instance  numeroui  other  cases,  to  prove 
that  the  present  depressiob  in  the  market  is  owing 
to  no  change  of  opinion  aji  to  the  productivenese 
of  our  railroads,  but  to  cither  causes  which  are 
temporary  in  their  character. 

The  fall  in  bonds  has  |[)tten  very  great,  but  of 
course  much  less  than  fc  stock.  It  has  been 
quite  sufficient,  however,;  to  show  that  tLIs  fal  1 
has  nothing  to  do  with  thQ  intrinsic  value  of  these 
bonds,  which  is  equally  great  as  it  ever  has  been, 
and  that  their  depreciated  value  is  due  to  acci- 
dental causes,  which  must  soon  cease  to  operate. 

The  semi-annual  paymtjnts  of  inrerest  on  rail- 
road bonds,  which  tail  due  in  most  cases  the  first 
of  January  and  July,  werf  promtly  made,  we  be 
liere,  with  the  exception  olfBuflaloand  New  York 
City,  and  Maysville  and  Lexington,  defaults  which 
were  anticipated  for  some  )t,ime  past.  The  failure 
of  the  latter  Company  doe$  not  aflect  the  value  of 
the  country  bonds  issued  tio  it,  as  the  interest  on 
these  has  been  and  will  bej  promptly  met. 

The  present  strmgency  ib  in  the  Money  Market- 
and  the  low  price  of  SecuHties,  will  have  the  ef- 
fect to  stop  all  such  schemes  r  s  cannot  present  the 
strongest  claims  to  public  favor.  In  the  mean 
time  such  lines  as  have  had  any  considerable 
amount  expended  upon  them  are  rapidly  approach- 
ing to  completion,  so  that  with  any  state  of  the 
market  only  a  very  small  Expenditure  will  remain 
unproductive.  j 

Imports  at  the  port  of  Ni'*  York  during  the  fis- 
cal year  ending  June  30,  1854,  as  compared  with 
previous  years :  [ 

1852-'3.  1863-'4. 

Ent'd  for  consumption  SI 351438  663  S147,929  245 
Ent'd  for  warehouseing  15,144  523  27,9»4  209 
Entered  free  goods  13,357  173      12,781  055 

Specie  I43O  106        2,937  048 


Total S165i,370  465  8191,631  557 

Exports  at  the  port  of  Niw  York  during  the  fis- 
cal year  ending  June  30,  1864,  as  compared  *iih 
the  previous  year  , 

1862-'3. 
Domestic  merchandise  S43j9^3  250 
Foreign  dutiable  4^,450  027 

Foreign  free  I1O68  209 

Specie  2i,127  238 


1853-'4. 

$•66,483  760 

5,108  162 

1,341  473 

33,136  068 


Total... 


S70,628  724  8106,069  44« 
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Tht-se  ti^iues  s!io»«'  an  increase  of  Imports  for 
the  fiscal  ytar  of  S26,261  092,  and  an  increase  of 
Exports  of  »'35,440  710.  The  Domestic  product- 
sli.iws  a  gain  of  $22,500,000.  The  total  value  o< 
Imports  for  fiscal  year  ending  June  30, 1854,  exclu- 

»sive  of  specie  was ^188,694  509 

Six'cio 2,937  048 

1853 S163,940  359 

Specie 1,430  106 

The  increa^ie  in  the  Imports  all  accrued  in  the 
first  six  months  o'f  the  flscal  year,  from  June  30, 
1853,  to  Dec.  31,  1854. 

DEPOSIT  or  GOLD  DUST  AT  PHILADELPHIA  MINT. 


1853-'4. 


July S3,491 


August  — 
Si-ptemlier 
October . . . 
November 
December . 
January  . . 

February 2,514 

March 3,982 

April 3,4G9 

May 3,596 


4,512 
3,0-6 
4,452 
2,630 
4,445 
4.101 


000 

000 

000 

000 

000 

000 

000 

000 

000 

000 

000 


June. 


4,000  000* 


1852- '3. 
S4,20O  000 
2,675  mo 
4,653  000 
4,140  000 
7,260  000 
3,330  000 
4,962  000 
3;549  000 
7.634  OOu 
4,766  000 
4,366  000 
6,689  000 


Total, fiscal  year....   S45,317  000  S58,024  000 
For'n  Specie  at  N.  Y.  2,937  000       1,430  000 

♦Official  return  not  yet  published. 

EXPORT  or  SPECIE  FROM  NEW  YORK. 


1863- 

July ••••  33,901 

August 1,184 

September 1  244 

October 4,758 

November 3,886  000 

D.-cember 3,132  000 


'4. 

000 

000 

000 

000 


Jiimiary  . 
February . 
March  ... 

April 

Mty 

June....  . 


1,846  000 
680,000 
1,466  000 
3,475  000 
3,651  000 
6,168  OOO 


1852-'3. 
$2,971  000 
2,936  000 
2,122  000 
2,452  000 

810,0011 
1,200  000 

748,000 
1,121  000 

592,000 

767,000 
2,162  000 
3,246  000 


Total  fiscal  year....   S34,291  000  $21,147  000 

The  receipts  for  the  first  six  months  of  this  year 
are  S21,7"5  000;  the  shipments  for  the  same  pe- 
ritMi  am'ouQt  to.1i)17,228  806,  leaving  a  balance  of 
$4,500,000  in  the  country.  In  addition  to  this, 
large  sums  do  not  reach  the  Mint,  but  are  as- 
sayed in  California  and  shipped  in  bars  direct  from 
New  York.  Estimating  this  amount  at  $5,000,000 
would  make  the  actual  balance  :n  the  country  near- 
ly $10,000,000, 


The  following  dividends  were  paid  in 
Massachusetts  Railroads,  July  I. 

Div. 
Stocks.  Capital    July, '54. 

Berkshire  $320,500  $lt 

Boston  and  Lowell  1,830  000  3 

.Boston  and  M;iine'4,155  700  4 

Boston  and  Prov.  3,160  000  3 

Bost  &  Worcester  4,500^)00  3  J 

Cape  Cod  (par  $60)      5,000  shares  3 
Ea!.tern  2,850  000  4 

East'n  in  N.  Hamp.  492,500  4 

Fall  River  1,050,000  4 

Fitchbnrg  3',540,000  3 

Lex  &WOam(pref)  122,000  3 

Lex  A  W  Cam  (old}  1 20,000  2* 

Man  and  Lawrence    8(X),000  3i 

N  Bedford&Taunton  500,000  3i 

Pittsfield  &N  Adams  450,000  3 

Providence  &  Wor.  1 ,500,000  4 

Stoushton  Branch       85,400  4 

Taunton  Branch      2,500,000  4 

Western  5,150,000  3i 

.  "Wor.  &  Nashua       1,80(T,000  2k 

Woburn  Branch  30,000  3 


Boston  on 

Amount 

July,  '54. 

6.600 

54,900 

166,228 

94,800 

157,500 

15,000 

In  Stock 

In  Stock 

42;0O0 

106,200 

3,600 

3,000 

28,000 

17,500 

13,500 

60,000 

3,416 

10,000 

180,000 

40,600 

900 


$1,002,894 
There  were  also  paid  about  au  equal  amount  on 
various  manufacturing  Stocks.  -  •■  '■  '- 


Loganiiport  anil  Northern  ludtaua  Railroad 
Co. 

We  are  in  receipt  of  the  report  of  the  chief  en- 
gineer of  this  work,  from  which  we  gather  a  few 
particulars. 

This  road  is  to  run  from  Logansport,  Ind.,  to 
the  Ohio  State  line,  in  a  north  easterly  direction, 
and  will  connect  the  City  of  Logansport  with  the 
portion  of  the  Northern  Indiana  Road  now  in  pro- 
cess of  construction,  ten  miles  east  of  Auburn,  Ind., 
from  which  place  both  roads  traverse  the  same 
line  for  a  distance  of  four  miles  to  the  State 
lino.  ■'.  r    -•        ■  -..-,'  \;  •  • 

The  affairs  of  the  company  are  now  under  the 
management  of  the  following  oflficers  > 

Directors. — Philip  Pollard,  James  W.  Dunn, 
Stewart  B.  Kendrick,  and  Wm.  L.  Brown,  of  Lo- 
gansport, Ind. ;  John  H.  Coustant,  Wm.  Thorn, 
Abrm.  Shallenberger,  Wm.  M.  Swayze,  A.  Y. 
Hooper,  Wesley  Park,  and  R.  J.  Dawson  of  Ind. ; 
Hamilton  B.  Bradshaw  of  Brooklyn,  N.  Y. ;  and 
Henry  E.  Barrett  of  Troy,  N.  Y. 

Philip  Pollard,  Presi^en^  •     ' 

Wesley  Park,    Vice  President. 

Wm.  L.  Brown,  Sec.  and  Treasurer. 

L.  S,  Nash,  Chief  Erigineer. 

AzARiAH  C.  Flagg,  Trustee. 

Mr.  Nash,  the  engineer,  in  his  report  says  that 
delays  have  been  occasioned  to  the  location  of  the 
line  and  the  securing  of  the  right  of  way  for  the 
road,  by  the  non  compliance  on  the  part  of  North- 
ern Indiana  Railroad  company  with  an  arrange- 
ment which  it  had  entered  into  with  the  L.  and 
N.  I.  company  to  aid  in  the  construction  of  the 
road  of  the  latter.  The  consequence  was  a  rup- 
ture between  the  two  companies,and  theLogansport 
and  N.  I.  company  aie  now  looking  towards  De- 
troit as  their  ultimate  eastern  terminus,  thus  form- 
ing a  link  of  the  great  through  route  from  New 
York  to  St.  Louis,  via  Detroit,  Niagara  Falls,  and 
the  Canada  Railways. 

The  line  in  Indiana  runs  through  Cass,  Miami, 
Wabash,  Whitley,  and  Do  Kalb  counties,  crossing 
the  Eel  River  seven  times,  and  passing  through 
many  populous  villages,  and  one  of  the  most  fer- 
tile and  best  settled  portions  of  the  State.  No 
grade  exceeds  thirty  feet  to  the  mile,  and  of  the 
91   miles  distance,  82  2-3  miles  are  straight  lines. 

On  the  29th  of  April,  1853,  the  whole  work 
from  Logansport,  Ind.,  to  the  junction  of  the 
Northern  Indiana  road  was  contracted  to  H.  B. 
Bradshaw,  Henry  B.  Barrett,  Alexander  Rogers, 
Clinton  B.  Fisk..  Matthew  L.  Kendrick,  and  others, 
at  a  gross  sum  of  $20,000  per  mile,  which,  in  con- 
sideration of  advance  of  materials,  labor,  &,c.,  \vas 
afterwards  increased  to  about  $25,000  per  mile, 
for  construction  and  equipment.  The  graduation 
and  bridging  are  to  be  completed  before  August, 
1854.  It  is  inU'^nded  to  have  20  miles  east  of  Lo- 
gansport, and  20  miles  west  of  the  junction  with 
the  Northern  Indiana  line  in  operation  in  time  to 
take  off  the  fall  crops,  from  which  ample  business 
is  expected.  The  cost  of  right  of  way  and  exten- 
sive depot  grounds  will  not  exceed  $22,600.  The 
terms  of  the  contract  provide  for  a  first  class  sin- 
gle track  road,  broad  road  bed,  heavily  ballasted, 
large  ties  of  good  timber,  iron  of  best  quality 
weighing  601bs.  to  the  yard,  and  rolling  stock  and 
depot  buildings  to  the  amount  of  $260,000. 

This  road  connects  with  the  Logansport  and 
Crawfordsville,  and  through  Jt  with  the  New  Al- 


bany and  Salem  and  Evansville  and  Crawfords- 
ville roads,  which  latter  will  connect  with  the  Mis- 
sissippi and  Atlantic  Railroad,  making  up  a  part 
of  the  great  straight  line  from  New  York  to  St. 
Louis,  said  to  be  79  miles  shorter  than  any  other 
contemplated  route  ;  the  Logansport  and  Pacific 
R.  R.,  Marion  and  Logansport,  Cincinnati,  Logans- 
port and  Chicago  on  the  west,  and  on  the  east 
with  the  Northern  Indiana  and  Southern  Michi- 
gon,  and  the  road  contemplated  to  run  north-east- 
erly to  Ypsilanti,  Mich.,  where  it  connects  with 
the  Mich.  Central,  and  through  it  with  the  Great 
Western  Canada  road.  The  distance  by  this 
line  through  Canada  from  Logansport  to  New 
York  is  stated  by  Mr.  Nash  as  39  miles  shorter 
than  via  the  south  shore  route  of  Lake  Erie,  and 
from  St.  Louis  to  New  York  as  79  miles  shorter. 
A  very  favorable  estimate  of  the  prospective  busi, 
ness  of  the  road  also  accompanies  the  report,  for 
which  we  have  not  room. 

The  finances  of  the  company  are  thus  represen- 
ted in  the  report  of  the  treasurer,  Mr.  Brown. 

LIABILITES.  "" 

Road  and  equipment  as  per  contract.  $2,300,000 

Right  of  way 22,500 

Engineering 45,i  lOO 

Incidental  and  other  expenses 67,600 


,:  ^,  •  ;    Total $2,435,000 

AVAILABLE   MEANS. 

Stock  subscriptions 1 ,205,978 

1st  morgage  and  only  issue  of  bonds, 
payable  to  contractors 1,260,000 


Total $2,466,000 

The  total  issue  of  stock  is  limited  by  resolution 
of  the  Board  of  Directors  to  $1,250,000.  The  to- 
tal issue  of  stock  up  to  1st  May  la.st  was  $145,000. 
The  company  have  realised  from  the  stockholders 
t  othe  same  date  $187,644.  No  securities  have 
yet  been  offered  to  the  public  in  the  market. 


LoaUvllle  and  Nasliville  Rilarond. 

There  has  been,  for  some  time  past,  a  great  deal 
of  diflSculty  between  the  Directors  and  stockhold- 
ers of  this  road,  which  at  times  threatened  a  seri- 
ous result.  Among  other  things,  the  city  of  Lou- 
isville refused  to  make  any  other  issue  of  bonds 
in  payment  of  her  subscription  of  $1,000,000.  As 
these  bonds  were  the  only  available  means  of  the 
Company,  the  Directors  threw  up  their  places. 
For  a  while  a  crisis  seemed  imminent,  but  wiser 
counsels  prevailed ;  the  city  Councils  receded, 
"  voted  supplies,"  and  thereupon  the  Directors 
recalled  their  resignations,  and  the  work  is  now 
going  on  as  usual. 

The  above  is  a  very  important  work,  and  should 
and  we  cannot  doubt  will  speedily  be  constructed. 
It  is  very  desirable  to  know,  notwitlistanding, 
what  the  road  is  to  cost.  We  never  recollect  to 
have  seen  any  estimate  for  this.  We  regard  de- 
tailed estimates  of  the  cost  of  all  proposed  roads, 
as  of  the  highest  importance,  as  such  estimate 
will  not  be  lightly  made,  while  at  the  same  time 
they  serve  as  excellent  checks  against  future  ex- 
travagance. Estimates  merely  general  in  their 
character  afford  no  safe  guide  of  the  cost  of  a 
road,  and  are  not  to  be  relied  upon,  as  they  can 
be  got  over  by  an  adroit  engineer  hardly  without 
the  sacrifice  of  his  judgment  or  cooiistency.  The 
Maysville  and  Lexington  railroad  is  a  notable 
case  in  point.  This  road  was  estimated  to  cost  in 
round  number*  $1,400,000.     The  means  provided 
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were  stated  to  exceed  this  amount.  The  estimate 
was  relied  upon  by  tho  purchasers  of  the  Com- 
pany's securities  as  correct.  It  is  found,  however, 
that  although  the  whole  estimated  cost  has  been 
expended,  a  further  sum  of  $800,000  is  still  re- 
quired to  complete  the  road.  Without  this  fur- 
ther sum,  the  SI, 400,000  already  expended  is 
valueless.  A  great  wrong,  to  use  no  harsher 
word,  is  the  result.  Had  it  been  supposed  that 
the  road  would  cost  $2,200,000,  its  eonstruction 
would  not  have  been  thought  of  No  one  would 
have  touclied  the  Company's  securities.  For 
these  reasons  we  want  to  know  what  the  Louis- 
ville and  Nashville  railroad  is  to  cost.  We  must 
have  an  estimate  in  such  detail  as  to  leave  no 
room  for  mistake  ;  otherwise  we  shall  feel  bound 
to  warn  the  public  against  the  project.  We  do 
not  wish  to  see  the  Maysviile  and  Lexington 
blunder  repeated.  Another  such  blunder  would 
ruin  the  credit  of.  Kentucky  roads.  What  has 
happened  has  given  them  a  severe  blow.  You 
must  show  your  hands,  gentlemen,  if  you  wish  to 
get  money  outside  the  State. 

Tirglnia,— Covington  and  Obio  Railroad. 

The  Richmond  Enquirer  has  a  long  article  in 
opposition  to  the  extending  of  the  State  aid  to  the 
above  work.  It  argues  that  because  the  New  York 
Central,  Erie,  Pennsylvania,  and  Baltimore  and 
Ohio  Railroads,  have  been  constructed  by  private 
companies,  the  Covington  and  Ohio  Railroad  can 
be  built  in  a  similar  manner.  We  do  not  presume 
to  interfere.  It  is  fair  however,  to  state,  that  the 
premises  assumed  by  the  Enquirer  are  entirely  in- 
correct, and  that  these  properly  stated,  shew  the 
eflScient  aid  of  the  State  to  be  indispensable  to  the 
success  of  the  above  project. 

The  New  York  Central,  was  constructed  by  pri- 
vate companies.  The  construction  of  the  Erie 
Canal,  a  State  work,  however,  had  demonstrated 
the  value  of  the  route,  otherwise  the  construction 
of  the  road  would  have  been  indefinitely  delayed. 
The  route  occupied  by  this  road  is  one  of  the  most 
favorable  in  the  country.  The  road  when  con- 
structed, traversed  a  constant  succession  of  villa- 
ges, possessing  abundant  wealth  and  means  for  the 
work.  The  case  was  entirely  different  with  all  the 
other  enterprizes  named.  All  their  lines  traversed 
exceedingly  difficult  regions,  which  were  conse- 
quently sparsely  populated,  and  which  could  ren- 
der no  aid  in  their  construction.  Important  State 
or  Municipal  aid,  was  therefore  secured  to  each, 
as  conditiooa  precedent  to  the  commencement  of  the 
work  of  construction.  The  State  gave  to  the  Erie 
Railroad  $3,000,000,  and  individuals  in  New  York 
city,  about  $1,000,000;  equal  to  $4,000,000  in  the 
whole,  or  one-half  the  original  estimated  cost  of  the 
road,  The  first  blow  would  not  have  been  struck 
either  upon  the  Pennsylvania,  nor  Baltimore  and 
Ohio  Railroads,  without  the  aid  guaranteed  by  the 
cities  of  Philadelphia  and  Baltimore.  Neither  of 
these  roads  have  been  built  without  such  aid,  whe- 
ther it  was  wisely  or  unwisely  given  is  not  the 
question.  If  neither  the  Erie,  Pennsylvania,  Bal- 
timore and  Ohio,  and  Northwestern  Railroads,  each 
favorite  projects,  with  the  four  first  cities  of  the 
Union,  and  each  having  the  same  general  direction 
and  objects  with  the  Covington  and  Ohio,  and  each 
traversing  routes  affording  vastly  more  local 
strength,  could  not  be  built,  without .  important 
State  or  Municipal  aid  ;  we  should  like  to  know 
how  the  Covingion  »nd  Ohio,  which  has  no  great 


city  to  lean  upon,  no  local  strength,  is  to  succeed, 
without  aid  from  the  State.  It  cannot.  To  argue 
against  the  giving  of  such  aid,  is  to  oppose  the  con- 
struction of  the  road.  To  be  consistent,  the  Exami- 
ner should  change  its  tactics.  The  very  premises 
it  assumes,  correctly  stated,  disproves  its  conclu- 
sions. The  Slate  must  build  the  Covington  and 
Ohio  Railroad,  if  it  ever  is  to  be  constructed  at  all. 
Private  enterprise  cannot,  will  not.  Whether  the 
State  shouUl  build  it  is  quite  another  affair.  But 
to  say  it  can  be  built  1n  any  other  manner,  is  to 
talk  ignorantly  or  dishonestly. 

Lexington  and  DanTlIle  Railroad. 

We  gather  the  following  facts  in  reference  to  the 
progress  of  this  road,  from  the  recent  report  of  the 
Chief  Engineer  of  the  Company: 

It  appears  from  the  report,  that  14  miles  of  the 
road  north  of  the  river  and  1  mile  south  of  it,  are 
graded,  including  some  heavy  rock  cuts  and  all 
the  slop«  wall.  'The  tunnel,  612  feet  long,  through 
solid  rock,  is  completed.  The  masonry  of  the  Jes- 
samine creek  bridge  is  completed;  and  the  remain- 
der of  the  material  and  workmanship  contracted 
for,  as  also  that  for  the  bridging  over  Wall's 
branch.  The  engine  sheds,  passenger  and  freight 
houses,  repair  shops,  &c.,  at  Lexington  are  now 
being  constructed.  Cross  ties  and  timber  for  20 
miles  of  road  have  been  delivered;  iron  rails, 
chairs  and  spikes  are  on  hand ;  two  engines,  built 
for  this  road,  at  the  East,  are  finished,  and  the 
cars  are  under  construction  at  Maysviile.  The 
Kentucky  river  bridge  is  advancing  well.  The 
towers  on  the  north  side  are  completed,  and  in  the 
best  manner ;  the  towers  on  the  south  side  are  be- 
ing built,  and  the  Engineer  seems  to  have  no  donbt 
of  the  completion  of  the  bridge  in  good  time. — 
Other  work  on  the  bridge,  relating  to  the  anchor- 
age, is  also  finished,  and  a  large  part  of  the  tim- 
ber and  iron  delivered.  The  road  is  expected  to 
be  completed  and  in  use  from  Lexington  to  Nichol- 
asville,  if  not  to  the  river,  some  time  before  the 
connection  is  made  through.  The  efforts  of  the 
Company  are  more  particularly  directed  to  the 
work  north  of  the  Kentucky  river.  The  length  of 
the  road  has  been  reduced  from  36  to  34  miles, 
differing  but  IJ  miles  from  a  straight  line.  The 
Engineer's  estimate  of  the  cost  of  the  road,  equip- 
ped, is  oce  million  three  hundred  and  fourteen 
thousand  dollars.  >   . 


Kentucky  and  Teuncssee  Railronda. 

The  latest  intelligence  we  have  received,  indi- 
cate a  settled  determination  on  the  part  of  Cin- 
cinnati to  monopolize  the  benefits  arising  from 
railroad  transportation  to  her  own  individual  use 
and  advantage.  While  we  are  bound  to  admire 
that  enterprising  npirit  which  is  rapidly  concen- 
tratng  the  whole  wealth  of  the  West  into  her  con- 
trol and  keeping,  we  must  at  the  same  time,  feel  a 
degree  of  mortification  at  seeing  the  chief  city  of 
our  own  State  comparatively  indifferent  to  the 
consequences  which  must  inevitably  arise  from  the 
present  state  of  proceeding. 

If  Cincinnati  build  a  road  to  the  Teimessee  line, 
it  will  there  be  met  by  a  continuation  of  numerous 
Southern  roads,  which  will  uke  all  the  immense 
agricultural  and  mineral  productions  of  Tennessee 
and  other  States,  directly  to  Cincinnati,  all  the 
time  passing  by  Louisville.  The  former  city  has 
already  roads  running  in  almost  every  direction. 
One  penetrates  into  the  heart  of  Kentucky.  And 
when  it  is  in  full  running  order,  it  must  necessarily 
take  an  immense  amount  of  trade  from  Louisville. 
That  city  knows  this  very  well,  or  ought  to  be 
aware  of  the  fact,  but  still  she  is  not  doing  what 
she  might  to  secure  advantages  to  herself.  In  case 
that  Cincinnati  completes  her  Southern  railroads, 
where  is  Lonisville "?  It  is  bound  to  be  a  tine  city 
at  all  times,  but  it  will  be  dwarfed  in  the  compari- 
son with  Cincinnati.  But  she  must  adopt  that 
course  of  procedure  which  she  conceives  most 
conducive  to  her  interests.  We  fjel  compelled  to 
remark  that  we  believe  that     aaythisg     ever 


'lone,  it  must  be  wiihout  any  grtat  delay.  A  be- 
f  inning  should  be  jmade  immediately,  »nd  the  work 
should  be  prosecuted  with  the  utmost  vigor ;  in 
any  other  state  o|f  the  case,  the  advautiiges,  we 
anticipate,  will  aiccrue  to  others,  and  a  rich  and 
valuable  section  olf  the  country  will  bt;  cut  off  from 
participating  in  tlie  general  prosperity. 

The  above  fro|a  a  Southern  Kentucky  paper, 
has  we  seen,  attracted  the  attention  of  the  Louis- 
ville Press,  which  is  making  vigorous  efforts  to 
incite  the  people  of  that  city  to  action  to  ward  off 
the  threatened  loss  of  their  trade.  These  appeals 
would  appear  to  have  little  effect,  as  the  tendency 
of  the  road  which  Louisville  is  now  building,  will 
be  to  throw  business  into  the  hands  of  their  rival, 
instead  of  attracting  it  themselves.  The  Gauge  of 
the  Cincinnati  lines  is  wisely  adapted  to  that  of 
the  region  traversed,  while  that  of  the  Louisville 
roads,  5  feet,  differs  from  that  of  all  connecting 
roads.  Louisville  is  not  only  doing  little,  but  this 
little  will  be  lost  for  want  of  being  tpcll  done,  un- 
less the  public  should  interfere,  and  compel  the 
Louisville  and  Nashville  company  to  change  the 
gauge  of  their  road,  as  it  unboubtedly  will,  when 
that  company  comes  before  it  to  sell  their  securi- 
ties. 


Terre    Haute  and  Alton  Railroad. 

We  are  gratified  to  report  that  the  work  of  con- 
struction upon  this  end  of  the  Terre  Haute  and 
Alton  Railroad  is  progressing  rapidly  to  comple- 
tiou.  The  construction  train  now  makes  regular 
trips  a  mile  and-a-half  beyond  Bethalto,  a  di.stance 
of  more  than  ten  miles  from  town.  The  track- 
layers, comprising  a  force  of  seventy -five  men, 
average  about  half  a  mile  per  day,  and  it  is  ex- 
pected that  the  rails  will  be  laid  as  far  out  as 
Bunker  Hill  by  the  Fourth  of  July.  Should  this 
be  accomplished,  it  is  understood  that  the  Fourth 
will  be  duly  celebrated  by  an  excui-sioo  to  that 
place,  in  which  our  citizens  generally  will  partici- 
pate. 

We  understand  that  the  first  freight  over  the 
road,  comprising  a  lot  of  lumber  and  groceries, 
will  be  taken  out  upon  the  train  this  morning,  con- 
signed to  Bethalto.  It  is  an  earnest  of  what  will 
go  out  from  town  in  that  direction  as  soon  as  the 
road  is  finished.  Large  amounts  of  corn  and  other 
produce  are  already  awaiting  at  different  sutions 
on  the  road  for  running  stock,  to  be  brought  »nto 
market.  We  tell  our  dealers  to  prepare  iu  time 
for  the  immense  trade  which  will  flow  in  upon 
them  from  that  quarter. — Alton  T<legiap!i. 


Mobile  and  Glr«rd  Railroad. 

We  are  pleased  to  hear  that  this  vast  enterprise 
is  progressing  rapidly  ;  those  who  have  heretofore 
expressed  inuch  doubt  upon  the  timely  completion 
of  the  project,  are  now  its  most  sanguine  support- 
ers, and  with  the  renewed  exertions  that  are  being 
made  by  the  directors  and  its  many  advocates, 
we  may  expect  the  completion  of  the  road  within 
tho  coming  three  years.  This,  we  understand,  is 
the  intention  of  the  company  ;  they  intend,  upon 
the  final  location  of  the  road,  to  place  the  balance 
of  the  line,  unprovided  for,  under  contract  to  re- 
sponsible contractors,  who  will  give  ample  security 
for  its  completion  within  the  specified  time.  The 
general  course  of  the  company  is  marked  out, 
and,  if  pursued,  success  will  crown  thei^efibrts. 

The  laying  the  first  22  1-2  miles  to  Colberts, 
has  been  let  to  Bailey  &  Co.,  railroad  contractor."^ 
of  Ohio ;  their  agent.  Col.  Pillsbury,  l.as  arrived 
with  a  force  to  commence  operations  on  the  12ih. 
The  engineer  intends  that  the  cars  shall  be  run- 
ning to  Colberts  by  the  first  of  October.  Tfiis  can 
be  accomplished,  provided  the  iron  lost  by  the 
"  ship  Sterling  is  replaced  in  season,  (of  which 
there  is  little  doubt.")  The  company  then  intend 
to  open  the  road  that  distance,  and,  upon  a  fixed 
day,  extend  a  general  inviution  to  the  citizens  of 
Columbtis  and  its  many  friends,  to  join  and  parti- 
cipate ia  a  j»liificuti«f     Thus  we  perceive  a  fixed 
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determination  ugon  the  part  of  the  company  to 
put  the  work  through.  In  twelve  months  from 
October,  'he  cars  will  run  to  Union  Sprinij,  and  at 
the  same  time  some  40  miles  out  of  Mobile.  This 
we  are  assured  is  the  intention  of  the  officers.  It 
therefore  devolves  upon  every  one  to  put  bis 
shoulder  to  the  wheel,  and  expedite  the  completion 
of  the  remaining  link  that  will  unite  the  Atlantic 
with  the  Gulf  

tind 


'    Illinoia  River  Aallroad. 

The  corps  of  Engineers  of  the  Bureau  Valley 
Railroad  were  here  on  Monday  last,  and  started 
on  a  survey  of  the  route  from  here  to  Jacksonville, 
by  way  of  Havana,  Bath,  &c. 

The  object  now  is  by  those  interested  to  bring 

Cr.wford.vllU.   Frankfort,    Kokomo,   »„d  '^^  ?'^''^.»"  Galley  road  down  on  the  opposite  side 

Fart  Wayne  Railroad.  of  the  nver  and  cross  at  this  pomt,  and  run  to 

About  a  yeaf  since  we  gave  a  short  notice  of .  Jacksenville,  on  the  route  of  the  Illinois  River 


their  fooleries,  without 
consequences. 


involving  others   in  the 


this  company  since  when  we  have  not  heard  any 
thing  of  it,  until  we  received  a  copy  of  the  First 
Annual  Report  of  the  President  and  Engineer, 
from  which  we  learn  that  the  work  has  been  going 
on  quietly  yet  effectively. 

The  Board  mot  at  Frankfort  on  the  8th  inst., 
when  the  report  was  read,  and  the  foHowing  Board 
and  officers  elected,  viz : 

A.  M.  Puett,  Rockville  ;  A.  Thompson,  Craw- 
fordsville;  S.  Kjenworthy,  Darlington;  John  Ma- 
jors, J.  Douglas,  R.  Frazier,  N.  Bell,  M.  Burton, 
Clinton  county;  J.McClnre,  Grant  county  ;  J.  D. 
Poise,  Huntington  county ;  Hon.  Sam'l  Hanna  and 
J.  L.  Williams,  Fort  Wayne ;  A.  M.  Puett  was 
elected  President ;  John  W.  Blake,  of  Frankfort, 
Vice  President ;  Jackson  Douglas,  Secretary  ;  Wm. 
P.  Dunn,  Treasurer. 

The  entire  lino  was  put  under  contract  some  six 
months  since,  to  Messrs.  Brown,  Base,  Jackson  & 
Co.,  and  a  large  amount  of  work  has  already  been 
done  upon  the  south-western  end  of  the  line,  be- 
tween Russiaville  and  Crawfordsville,  where  it 
will  unite  with  the  Evansville  and  Crawfordsville 
road,  a  large  portion  of  which  is  now  running 
By  the  terms  of  the  contract  the  entire  line  is  to 
be  completed  in  1856,  at  S23,000  per  mile. 

The  means  of  the  company,  reported  as  availa 
ble  are — 

Snb.''criptions, S  190,000 

Of  which  there  if  cash S163,000 

N.  A.  &  Salem  R.  R.  Co 36,000 

S198,000 

Total  length  of  the  road  is  51  miles,  of  which 
40.52  are  a  straight  line.  The  maximum  grade  is 
40  feet  per  mile,  and  nearly  one  half  of  the  entire 
distal  ce  is  level. 

Thi  i  line  has  numerous  and  valuable   connec 
tions  ,ind  intersections  with  other  lines  throughout 
the  \\  abash  Valley.     It  will  also  form  a  very  di 
rect  line  between  Fort  Wayne  and  St.  Louis,  by 
way  of  Terre  Haute  and  the  Atlantic  and  Missis- 
sippi, or  Brough's  Road. 

The  work  upon  the  line  is  being  pressed  vigor- 
ously by  the  Executive  Committee  and  will  doubt- 
less be  completed  within  the  contract  time. — 
Railroad  Record. 


Ohio  and  JHtsalsslppI  Railroad. 

This  road  is  now  completed  to  the  point  of  junc- 
tion with  the  Jeffersonville  road.  So  that  a  con- 
tinuous line  of  railtoad  exists  between  Cincinnati 
and  Louisville,  barring  the  crossing  of  the  river  at 
the  latter  place.  The  distance  between  the  two 
cities  by  the  above  route  ia  138  miles,  and  the 
time  required  for  the  passage  about  6  hours — 
against  150  miles  and  17  hours  by  the  river.  The 
above  connection  will  bring  the  portions  of  both 
of  the  lines  run  over  into  profitable  use.  The 
value  of  the  connection  would  be  much  greater, 
were  both  lines  of  the  same  gauge,  so  as  to  allow 
freights  to  pass  from  one  to  the  other  without 
transhipment.  As  it  is,  all  this  kind  of  business 
will  keep  on  the  river.  We  think  before  a  month 
has  elapsed,  the  above  company  will  have  paid 
such  a  penalty  for  their  folly  as  to  heartily  repent 
it.  We  very  much  fear  that  they  will  go  on 
repeating  it  till  it  is  too  late  to  back  out,  though 
it  may  be  fatal  to  proceed.  There  are  a  class  of 
men  who  are  so  much  wiser  than  their  generation 
that  they  ought  to  b«  pUced  where  they  can  enact 


road. 

This  project  is  now  the  most  feasible  one  we 
have  for  getting  a  railroad  through  our  place,  and 
should  it  succeed  (as  we  have  no  doubt  it  may  if 
our  citizens  take  a  proper  interest  in  it)  it  needs 
no  argument  to  show  that  it  would  be  one  of  im- 
mense interest  to  our  city,  and  now  that  th«  Mis- 
sissippi and' Wabash  Valley  road,  or  the  construc- 
tion of  it  will  be  deferred  for  a  time,  we  hope  to 
see.'  this  taken  hold  of  with  vigor,  and  an  effort 
made  to  have  it  put  under  contract  as  soon  as 
possible,  as  a  very  strong  induence  can  be  bfought 
to  bear  in  favor  of  this,  which  was  strongly  op- 
posed to  the  other. —  Tazewell  Mirror. 

Daaft  In  Rall'way  Cars. 

A  corresponden  of  the  Cincinnati  Gazette  thus 
describes  this  annoyance,  which  all  travelers  by 
railway  have  experienced : — He  says  the  clouds  of 
dust  between  Columbus  and  Cleveland  reminded 
him  of  an  "  Ohio  River  fog,"  which  forces  the 
steamers  to  tie  up  and  wait  till  the  sun  dispels 
the  vapor.  But  in  this  case  the  excessive  heat  of 
the  sun  helps  to  aggravate  the  sufferings  of  the 
passenger,  who  finds  the  atmosphere,  that  "  invi- 
sible and  elastic  fluid,"  heated  to  the  boiling  point, 
and  thickened  with  dust  till  it  assumes  the  con- 
sistency of  gruel — and  breathes  it  only  because  it 
is  the  best  he  can  get,  though  the  process  is  one 
fraught  with  the  dangers  of  suffocation.  Besides, 
the  dust  insinuates  itself  into  every  opening  in  the 
clothing,  and  covers  him  as  with  a  garment — thus 
he  is  lined  on  the  inside,  as  well  as  enveloped  on 
the  out. 

I<lttle  Rock  and  Fort  Smith  Railroad. 

Capt.  Barney  has  completed  the  survey  of  the 
Little  Rock  and  Fort  Smith  Branch  Railroad,  to 
its  intersection  with  the  survey  of  the  Cairo  and 
Fulton  road  in  the  vallej'  of  Cypress  creek,  some- 
where near  the  Oakland  Grove,  about  20  or  25 
miles  north-east  of  Little  Rock.  This  point  is 
about  half-way  between  the  direct  lines  of  Mem- 
phis and  Helena  to  Little  Rock,  which  will  shorten 
the  distance  between  either  of  the  first  named 
points  and  Fort  Smith  by  40  miles,  a  considerable 
item  in  railroad  building  and  travelling, 

Capt.  Barney  is  now  engaged  in  surveying  aline 
direct  from  Little  Rock  to  an  intersection  of  his 
line  at  or  near  the  gap  through  which  he  passed 
the  Cadron  mountain.  AVe  learn  that  the  whole 
route  from  Fort  Smith  to  the  survey  of  the  Cairo 
and  Fulton  road,  is  an  excellent  railroad  route, 
and  especially  that  part  of  the  line  from  Point  Re- 
move which  presents  no  difficulties  whatever. — 
Van  Buren  Int. 


Publle  Re-reuue  for  1854. 

The  Courier  and  Enquirer  gives  the  following 
as  an  approximation  to  the  total  receipts  of  the 
United  SUtes  for  the  fiscal  year,  ending  June  30, 
1854 : 


Ist  quarter. 

From  Customs S19,7 13,822 

From  Lands 1 ,489,662 

Incidentals •  147,994 

Loans 1,660 


Total S21,357,028 

3d  quarter. 

From  Customs $16,896,724 

From  Lands 2,012,908 

Incidentals 486,091 

Loans 300 


2d  quarter. 

$13,587,821 

2,223,076 

101,963 

350 

S16,913,211 

4th  qr.  est. 

S15,600,000 

2,000,000 

400,000 


Total S19,395,025       $18,000,000 

Total  receipts  for  the  fiscal  year  1854,  $74,766,264 

1853,    61,000,000 


Increase  of  rec's  for  the  present  year  $13,766,264 
The  balance  in  the  Treasury  last  year 

on  the  1st  July  was $21,942,892 

It  may  be  estimated  at  the  same  date 

this  yearat 32,000,000 


Bellefontalne.and  IndlanapoUa. 

The  Indianapolis  and  Bellefontaino  Railroad 
Company  have  declared  a  semi-annual  dividend  of 
5  percent.,  payable  Aug.  1,  leaving  a  surplus  of 
more  than  1  per  cent,  of  the  nett  earnings.  On 
Thursday  the  annual  election  for  Directors  was 
held,  which  resulted  in  the  choice  of  the  following 
gentlemen : 

John  Brough,  Stillman,  Witt,  James  H.  Qodman, 
William  A.  Otis,  Parker  Handy,  Robert  Hilliard, 
David  Ki!gore,  Samuel  P.  Anthony,  Allen  Make- 
peace, William  Parks,  Samuel  V-  B.  Noef,  Daniel 
Yande,  Douglass  Maguire,  Alfred  Harrison  and 
Richard  H.  Winslow. 

Mr.  John  Brough  was  elected  President;  Mr. 
James  H.  Godman,  Vice-President,  and  Thomas 
H.  Sharpe  and  Oscar  F.  Thompson,  were  continued  I 
as  Treasurer  and  Secretary.  /-,v^i^^!i  -  I 


Increase  of  means  at  the  beginning 

of  the  fiscal  year  1855 $10,067,108 

The  amount  of  public  debt  paid  off  will  have 
been  about  $20,000,000.  The  revenue  collected 
has  been,  therefore,  about  $30,000,000  more  than 
the  current  wants  of  Government  have  required. 
Of  this  entire  revenue,  the  existing  tariff  has  pro- 
duced $68,000,000,  and  the  public  land  $7,000,000. 
The  tariff  might  be  reduced  so  as  to  yield  only 
$40,000,000,  instead  of  $68,000,000. 

New  Albany  and  l<ake  Michigan  Railroap 
Completed. 

It  gives  nsbleasure  to  announce  the  completion 
of  the  greatest  Railroad  enterprise  In  which  our 
people  have  yet  engaged — the  Railroad  from  New 
Albany  on  the  Ohio,  to  Michigan  City,  on  Lake 
Michigan.  The  last  bar  of  iron  was  laid  on  last 
Saturday,  and  the  first  train  of  cars  will  pass  the 
whol  length  of  the  road,  filled  with  passengers,  on 
next  Tuesday. 

The  rapid  and  successful  completion  of  such  en- 
terprises depend  greatly  upon  those  to  whom  they 
are  entrusted  by  the  stockholders.  It  was  a  fotu- 
uate  day  for  this  Company  when  prevailed  on 
Mr.  James  Brooks,  an  active  and  energetic  busi- 
ness man  of  Now  Albany,  to  accept  the  position  of 
President.  Although  without  experience,  he  en- 
tered on  the  discharge  of  his  duties,  and  the  result 
of  his  unceasing  labors  is  now  seen. 

Great  praise  is  also  due  S.  B.  Wilson,  Esq.,  the 
Chief  Engineer,  Who  has  had  charge  of  that  de- 
partment since  the  organization  of  ihe  Company 
to  the  present  time. 

The  country  through  which  the  road  passes  is 
rich  in  all  the  elements  of  greatness'  and  now  that 
an  outlet  has  been  gained,  we  may  look  for  their 
rapid  development.  Coal,  iron  and  stone,  in  great 
quantities,  are  to  be  found  on  the  line  of  this 
road. 

The  Company  ia  now  engaged  in  building  a 
branch  of  their  road  from  Gosport  to  this  city  .which 
will  make  the  coal  and  iron  accessible  tons.  The 
grading  on  this  branch  has  been  completec  feom 
Gosport  to  Mooresville,  and  a  good  deal  of  work  has 
deen  done  on  the  line  between  that  point  and  this 
city.  The  right  of  way  almost  the  entire  extent  has 
been  secured,  and  we  understand  that  George  G. 
Dunn,  Esq.  is  now  engaged  in  secureing  the  re- 
mainder. Ths  whole  conntry  is  much  benefitted 
py  the  construction  of  these  roads,  as  well  as  indi- 
viduals throngh  whose  lands  they  pass'  that  we  n«»ed 
net  urge  those  interested  to  give  right  of  way  on 
liberal  terms.  lu  most  instances,  we  uuderstanp.it 
has  beeu  done  on  the  most  libasal  and  rcasonadle 
tdnns. 
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The  iron  has  been  purchased  for  this  brnch  and 
it  will,  no  doubt,  be  completed  early  tnext  spring. 

We  uuderstand  that  an  arrangement  has  been 
made,  by  which  the  Indianapolis,  V'iucennea  and 
Paducah  road,  is  to  join  this  branch  in  the  constrnc- 
tioD  and  occupancy  of  the  road,  bed  so  sa  to  cheap- 
en it  to  each  Company. 

The  excursion  from  the  banks  of  the  Ohio  to  the 
shores  of  Lake  Michigan'  on  next  Tuesday  4th,of 
July,  a  delightful  ride,  and  hundreds  of  our  citizens 
many  of  whom  for  the  first  time  on  a  Railroad  will 
enjoy  it. — Ind.  Slate  journal. 


Brooklyn  City  Rairo»ds. 

True  to  thortetter  of  his  contract  Mr.  O'Brif.n, 
had  these  roads  in  readiness  for  the  car%  on  the 
29th  June.  They  commenced  running  this  week 
and  are  now  in  full  operation  so  far  as  the  pres- 
ent equipment  of  cars  will  admit.  The  fare  is 
four  cents  and  the  length  of  line  something  over 
two  and  a  half  miles,  making  in  all  ten  and  a  half 
miles  of  double  track.  This  length  of  track  has 
been  laid  in  a  trifle  over  two  months  through  the 
superior  energy  and  skill  of  Mr.  W.  J.  O'Brien 
the  contractor,  who  has  had  to  contend  with  much 
bad  weather  and  other  obstructiors,  but  has  nev- 
ertheless succeeded. 

The  cars  are  something  smaller  than  those  on 
the  New  York  avenues  but  will  comfortably  seat 
twenty  five  to  thirty  passengers  each  and  are 
running  crowded  to  overflowing. 

The  lines  of  the  Brooklyn  Railroad  Company 
radiate  from  Fulton  ferry  to  Greenwood,  through 
Court  St.,  Fulton  Avenue  to  Bedford  j  Myrtle  Av- 
enue to  East  Brooklyn  and  Sand  st.,  and  Flushing 
Avenue  to  Bushwick,  with  the  privilege  of  ultim- 
ately extending  them  farther  into  the  suburbs  of 
the  City.  The  stock  of  this  company  under  good 
management  must  prove  a  good  investment. 


Ne^v  Vork  and  Ne^v  Haven  Railroad  Coiu- 
pany^Over-isaue  of  stock. 

The  failure  of  the  house  of  R.  &  G.  L.  Schuyler 
of  this  city,  was  known  at  the  close  of  the  last 
week,  but  the  full  scope  of  the  financial  manage- 
ment of  the  afiairs  of  the  firm  by  Mr.  R.  Scucyler, 
who  was  also  President  andT  ransfer  Agent  of  the 
New  York  and  New  Haven  Railroad  Company, 
was  not  made  known  till  after  the  4th  inst.,  when 
the  announcement  came  upon  the  Share  market 
like  an  electric  shock.  When  men  who,  like  Mr. 
B.  Schuyler,  possessing  the  full  confidence  of  the 
financial'  public  in  their  honesty,  integrity  and 
ability,  are  instantaneously  disrobed  of  that  con- 
fidence through  their  own  acts,  and  covered  with 
shame,  the  whole  community  is  paralyzed,  and  all 
interests  with  which  they  are  largely  connected 
must  sufier  great  depreciation  till  the  full  extent 
of  the  mischief  is  known.  We  deprecate  this  sad 
occurrence  especially  at  this  time,  for  its  efiect 
on  Railroad  interests  generally,  aside  from  its  in- 
fluence npon  parties  immediately  interested.  Mr 
S.  was  largely  and  peculiarly  identified  with  the 
great  Railway  interests  of  the  country  and  the  re 
suit  must  be  detrimental,  at  least  for  the  present, 
to  those  interests. 

We  shall  venture  no  farther  comment  on  this 
affair  to-day.  After  the  investigation,  alluded  to 
in  the  annexed  card,  we  shall  have  something 
more  to  ofter. 

"  New  York  and  New  Haven  Railroad  Compa- 
ny.— At  a  meeting  of  the  Board  of  Directors  of  this 
Company  holden  this  morning,  it  has  been  made 
apparent  on  a  hasty  examination  of  the  Stock 
Book  which  has  be«Q  kept  bj  the  late  Preeident, 


Robert  Schuyler,  as  Transfer  Agent,  in  New  York, 
Lhat  by  means  of  false  entries,  erasures,  and  other 
similar  practices,  an  issue  of  illegal  and  fraudulent 
tock  has  been  made  within  a  few  months  past  to 
the  amount,  as  nearly  as  can  now  be  asceruined, 
of  nearly  twenty  thousand  shares,  or  two  millions 
of  dollars. 

■'  A  rigid  examination  will  be  immediately  made 
by  order  of  the  Directors,  of  the  books  and  pa:  ers  ; 
and  the  results,  when  accurately  asceruined,  will 

be  made  public. 

"In  the  meantime  the  transfer  books  are  closed, 
by  order  of  the  Board. 

"  By  order  of  the  Board  of  Directors, 

"  W.  W.  Boardman,  President,  j^/t;  tern. 

"  New  York.  July  5, 1854. 

Dividend*  and  Interest  ott  Bonds. 

This  is  the  season  of  the  year  when  those  who 
have  their  earnings  invested  in  Stocks  and  Bonds 
are  looking  for  semi-annual  dividends,  and  the  re- 
demption of  coupons.  By  the  advertisement  of 
Messrs  Winslow  &  Lanier,  it  will  be  noticed  that 
they  are  ready  to  pay  all  such  demands  upon  the 
parties  for  whom  they  act  as  agents.  From  the 
length  and  character  of  the  list,  we  should  judge 
that  large  amounts  would  be  added  to  the  business 
circulation  of  our  city  from  these  sources. 

Exteiislou    of  tlie    Orange   and    Alexandria 
Railroad  to  I<ynctaburgb, 

With  the  lines  now  in  progress  or  operation,  a 
link  of  only  about  60  miles  from  Oordousville,  on 
the  Central  (Virginia)  Railroad  to  Lynchburgh,  is 
wanting,  to  form  a  great  inUrior  line  of  Road  from 
New  York  to  the  Gulf  of  Mexico,  traversing  Cen- 
tral and  Western  Virginia,  and  Eastern  Tennessee. 

The  construction  of  this  "  link'  is  now  attract- 
ing unusual  attention  in  Virginia,  and  vigorous  ef- 
forts are  being  made  to  raise  to  raise  thu  necessary 
means.  We  notice  that  the  Hon.  Wm.  C.  Rives  is 
devoting  himself  to  this  enterprise,  and  is  canvass- 
ing such  portions  of  the  State  as  are  most  imme 
diately  interested.  Among  all  the  schemes  pro- 
posed, there  is  hardly  one  in  the  country  in  which 
the  public  are  more  concerned,  or  which  promises 
a  better  return  upon  its  cost.  We  trust,  and  do  not 
doubt,  that  immediate  steps  will  be  taken  to  com- 
mence its  coifttruction. 


Bie«v  ItoeoinotlTCS. 

A  splendid  new  locomotive,  says  the  Eenoebec 
Journal,  called  the  Portland,  has  been  placed  upon 
the  Kennebec  and  Portland  Railroad,  and  arrived 
in  this  city  on  Tuesday  evening.  It  surpasses  any 
thing  of  the  kind  we  ever  saw,  for  power,  finish, 
and  the  many  new  improvements  for  convenience 
and  safety.  It  was  built  at  the  works  of  the  Port- 
land Locociotive  Company,  weighs  twenty  tons, 
and  cost  S8,100.  The  Portland  is  intended  for  the 
early  passenger  train  to  Portland.  -  . 

The  New  York  Express  train,  drawn  by  the  new 
engine,  Chedell,  of  the  New  Yord  Central  Railroad, 
ran  from  Syracuse  to  Rochester,  a  disunce  of 
eighty-one  miles  in  ninety-six  minutes,  on  Friday. 
This,  says  the  Albany  Evening  Journal,  is  the  fast- 
est running  on  record,  for  so  great  a  distance.  The 
above  locomotive  was  built  at  the  Scbenecudy 
Locomotive  Works,  and  is  the  first  of  a  class  ot  the 
following  dimensions : — Inside  connected  cylinders 
IG  inches  diameter — 22  inches  stroke  ;  driving 
wheels  C  feet  diameter.  Her  boiler  has  about  one 
thousand  feet  of  healing  surface. 


PliiladolpliiA,  WUming^tou  &. 
Baliiniore  Kaliroud. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  Will  ST. 


Trams  will  ieave  liie  :^ouUle^l  aud  Western  autucMi,  curucr  of 

Broad  aiKl  Prune  strt^ts,  Pluladelphia,  at  8  30  am.  l2  4d,  3  and 

11|HI1 

FARE    BT   TUKUIOH   TICKETS    TO   TIE  SOITTH. 

Froin  New  Vork  lo  Wuiuui^uu $V>  iM 

vjo         do  NorlOiK . ..      QM 

From  PhilaUWphia  to  Wiuiiunjioo 14  M 

do         do                 NorfulK . AM 

do        do               lVu;rblmr){. ^..  9M 

do         do                 Ku-iiuiouu H  00 

FAUK    BT    THaUCCH   TICKETS   TO    TBit    WKIiT. 

Froiii  New  Vork  to  Cuurumati $1S  60 

do        du  Louuviue.. . ........   MM' 

From  Pluiadelphia  to  Ciucuuiaa \l  Oi 

do        do  Louievilie . .....   U  00 

From  New  Vorktolndioiutpuiui 10  00 

Au  extra  cliargu  wui  be  luadf  lor  lucatb  uad  Male  rooOM  tm 

tKNtrd  uie  iHiaia.  L.  S.  ttAkkOU-l}, 

27U'  Utnieral  au/l 


New  Albany  aud  Salem  Railroad. 

This  important  line  of  road,  extending  from  the 
Ohio  River  at  New  Albany  to  Lake  Michigan,  a 
distance  of  288  miles  has  been  completed,  and  was 
formally  opened  to  the  public  on  the  4th  instant. 
It  is  the  longest  road  in  Indiana,  and  is  one  of  the 
longest  lines  in  the  west,  under  one  company.  The 
manner  in  which  the  work  upon  this  road  in  the 
face  of  numerous  obstacles  has  been  achieved,  re- 
flects high  credit  upon  the  President  of  the  Com- 
pany, Jas.  Brooks,  Esq.,  v  ho  has  from  the  first 
been  its  chief  manager.  The  work  will  prove  a 
valuable  one  to  the  State,  and  to  the  public,  and 
will,  we  hope,  be  sufficiently  remunerative  to  its 
Stockholders,  most  of  whom  are  to  be  found  upon 
its  line. 


La  Croase  and  Milwaukee  Railroad 

•  Iron  enough  for  36  miles  of  this  road  is  now  on 
hand,  and  the  Company  have  commenced  laying 
the  track  ;  hoping  to  have  it  ready  for  use  as  far 
as  Horicon,  5U  miles  from  this  city,  by  fall.  Their 
tirst  locomotive,  the  Westward  Uo,  is  to  be  put  on 
the  track  in  a  few  days,  and  its  paces  shove  off  on 
the  Fourth  of  July.  The  construction  of  the 
depot  in  the  second  Ward  is  making  rapid  pro- 
gress, and  the  grading  up  the  valley  of  the  Mil- 
waukee for  some  distance  is  ready  for  the  super- 
structure.—AfiiwaM^tce  Scnrtwrf.  ' 


Kugriue  Driver. 

WANTED  — .\  ^iiuaUon  by  a  Mau  of  Great  £xpciicuce  m 
Kuyjie  Dnvui){  lu  K<it(laiid — Cau  proUice  brsi  raU9  TMti- 
luoiiials— addres»,  punt  paid,  Uux.  liiiii,  N.V.  FoHtoOice.     telf 


GKUVli:  CAU  WOUKS9 

UARTFORU,  COy^W 

Manufatlr^kb  of 

UaiU'oad  coaclies,  City  Cais^ 
l^'rei^lit,  C/uai,  Gravel, 

and  au  other  uescriptioua  oi'  Kainoau  Can. 
The  ubove  estabiikliiueut  lias  as  tC'^'at  laciuturr,  nud  lunta  out 
.i;j  Urxe  ao  tunouui  ol  wuik,  u»  <iij>  utiici   l-aciu.y  at  ate  C'uiov. 
■Z'ilf  i\Lt.s  6i  CiUAi.  rro^r>etoot. 


FOlt  ^ALiK. 

AN  ALLIGATOR  SQUEEZER,  complete,  eo- 
eutireiy  new,  auU  lu  pericci  uruer,  l<j  Lk:  put 
up  at  once. 

it  is  ot  the   most   approved  cousiructiou,    wiib 
cam,  cam   slial'l   and    peUestal,  aud    wiiU    iicavy 
driving  gearing  it  lequired  by  Uic  purcna^^r ;  an«l 
will  be  sold  ai  a  bargain. 
For  turlher  partictuais  address 

KOBERI'  BlllGGS,  Jr., 
Supt.  ReusscJear  Iron  >>oiJis,  iioy,  N.  V. 
Also,  lor  sale  7  Diuipter  Patent  J- ans,  ;iti.  X  i>in. 
second  hand.     Apply  as  above. 

Railroad  iron  and  Chairs. 

The  Lack^iwauua  Iron  and  Coal  Co  ,  are  now  prepared  wiu> 
increased  Ii»ciliue»  to  coutract  for  KaiJs  and  Cuaua  at  UmiT 
M'orlu  at  Niraniuu,  Peona. 

Address  jj.  T.  SCKAMOX  Prert.  at  Sctanton,  or  at  the  of. 
dee  ol  UiS  Company  m  New  Vork,  Va  Beaver  St. 
20.tf 
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DIVIDEND  NOTICE.— THE  SEMI-ANNUAL 
Interest,  falling  due  in  tdis  city  on  the  First 
Day  of  July,  on  the  following  named  Securities, 
will  be  paid  on  and  after  that  day  at  the  office  of 
the  undersigned  on  presentation  of  the  proper  Cou- 
pons, viz. : 

Bonds  of  the  State  of  Indiana,  for  Banking  pur- 
poses, 'ssued  in  1834,  being  tife  «il,300,000  loan  5 
per  cent. 

Bonds  of  the  City  of  Pittsburgh,  (Penn.,)  issued 
to  the  Ohio  and  Pennsylvania  Railroad  Company, 
6  per  cents.  * 

Bonds  of  the  City  of  Pittsburgh,  (Penn.,)  issued 
to  the  Pitt.<«burgh  and  Counellsvillu  Railroad  Com- 
pany, 6  per  cents. 

Bond^  of  the  City  of  Allegheny  (Penn.,)  issued 
to  the  Ohio  and  Peunsylvania  Railroad  Company, 

6  per  cents. 

Bonds  of  the  City  of  Chillicothe,  (Ohio,)  issued 
to  the  Marietta  and  Cincinnati  Railroad  Company, 

7  per  cents. 

Bonds  of  the  City  of  Marietta,  (Ohio,)  issued  to 
the  Marietta  and  Cincinnati  Railroad  Company,  7 
per  cents. 

Bonds  of  the  City  of  Covington,  (Kentucky,)  is- 
sued to  the  Covington  and  Lexington  Railroad 
Co.,  6  per  cents. 

Bonds  of  the  City  of  New- Albany ,  (.Indiana,)  is- 
sued to  the  New- Albany  and  Salem  Railroad  Com- 
pany, 7  per  cents. 

Bonds  of  the  City  of  Wheeling,  (Va.,)  issued  to 
the  Marietta  and  Cincinnati  Railroad  Company,  6 
per  cents. 

Bonds  of  the  Town  of  Harmer,  (Ohio,)  issued  to 
the  Marietta  and  Cincinnati  Railroad  Co.,  7  per 
cents. 

Bonds  of  the  Franklin  County  (Ohio,)  issued  to 
the  Columbus  and  Xenia  Railroad  Company,  7 
per  cents. 

Bonds  of  Franklin  County,  (Ohio,)  issued  to  the 
Cleveland,  Columbus  and  Cincinnati  Railroad  Co., 
7  per  cents. 

Bonds  of  Green  County,  (Ohio,)  issued  to  the 
Columbus  and  Xenia  Railroad  Company,  7  per 
cents. 

Bonds  of  Stark  County,  (Ohio,)  issued  to  the 
Ohio  and  Pennsylvania  Railroad  Company,  6  per 
cents. 

Bonds  of  Richland  County,  (Ohio,)  issued  to 
the  Ohio  and  Pennsylvania  Railroad  company,  6 
per  cents. 

Bonds  of  the  County  of  Allegheny,  (Penn.,) 
Special  Loan  of  $75,OOU,  6  per  cents. 

Bonds  of  Allegheny  County,  (Penn.,)  issued  to 
the  Pittsburgh  and  Connclisville  Railroad  compa 
ny,  6  per  cents. 

Ross  county  (Ohio)  Bonds,  issued  to  Marietta 
and  Cinciunaii  Railroad  company,  7   per   cents. 

Athens  county  (Ohio)  Bonds,  issued  to  the  Ma- 
r:  t  a  aud  Ciucinuali  Railroad  company,  7  per 
cents. 

Washington  county  (Ohio)  Bonds,  issued  to  the 
Marietta  and  Cincinnati  Railroad  company,  7  per 
cents. 

Bonds  of  Van  Wert  county,  (Ohio,)  issued  to 
the  Ohio  and  Indiana  Railroad  compady,  7  per 
cents. 

Bonds  of  Allen  county,  (Ohio,)  issued  to  the 
Ohio  aud  Indiana  Railroad  company,  7  per 
cents. 

The  Bonds  of  Allen  county  (Indiana,)  issued  to 
the  Ohio  aud  Indiana  Railroad  company,  7  per 
cents. 

Bonds  of  Crawford  county,  (Ohio,)  issued  to 
the  Ohio  and  Indiana  Railroad  company,  7  per 
cents. 

Ohio  and  Pennsylvania  Railroad  Co.'s  Mortgage 
Bonds,  7  per  cents. 

Belletbutaiae  and  Indiana  Railroad  company's 
Real  Estate  Special  Mortgage  Bonds,  7  per  cents. 

Indianapolis  and  Belletuniaine  Railroad  compa- 
ny's Mortgage  Bonds,  7  per  cents. 

Marietta  and  Ciucinatti  Railroad  company's 
Mortgage  Boud;*,  7  per  cents. 

Da>  lOQ  aud  Michigan  Railroad  company's 
mortgage  bonds,  7  per  cents. 

PeAi  and  Indianapolis  Railroad  compaoy's  mort- 
gage bonds,  7  per  cents. 


Fort  Wayne  and  Chicago  Railroad  compaoy's 
mortgage  bonds,  7  per  cents. 

Indiana  Central  Railroad  company's  Income 
Bonds,  10  per  cents. 

WINSLOW,  LANIER  &  Co.,  No.  52,  Wall-st. 

New  Yoak,  June  26,  1864, 

To  Contractors. 

NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  seaeld  proposals  will  be  received  by  the  uh- 
dersigned  for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

CHAMPLAIN  CANAL.    ' 

Proposals  when  and  where  received : — At  the 
Canal  Commissioner's  Office  in  the  City  of  Albany 
until  the  6th  day    of  July,  1854,  at  10  o'clock 

A.  M. 

Amount 
Description  of  penalty  in      When  to  be 

the  work.  bond.  completed. 

2  Combined  Locks SIO.OOO . .  Sept.  1 .  1865. 

1  Single  Lock 6,000..         "       ", 

1  Road  Bridgs,  located  at 

FortAnn 500 ..  July  1 ,  1855. 

ENLARGEMENT    OF    THE    ERIE     CANAL- 
EASTERN  DIVISION. 

Proposals  when  and  where  received : — At  En- 
gineer's Office  in  the  City  of  Utica  until  the  8th 
day  of  July,  1864,  at  10  o'clock  a.  m. 

Section  No.     13 $1,000  April  1,  1855. 

14 2,000  "     1866. 

15 6,000  "       " 

16 7,600 

17 4,000  "       " 

18 6,000  "       " 

19 1,600  "     1865. 

126 7,000  "     1866. 

126 6,000  " 

137 7,600 

128 6,000 

"         129 7,600  "       " 

130 7,000  "       " 

134 5,600  Sept.  1,  1865. 

Waste  Weirs  on  Sections  127 

and  134 1,600  Sept.  1,1855. 

Bridge   Abutments  on   Sec- 
tions Nos.  15, 16  and  17..    2,600  July  1,  1865. 
Bridge  Abutments   on  Sec-  • 

tions  Nos.  18  and  19 1,200  "       " 

Bridge   Abutments   on  Sec- 
tions Nos.   125,  126,  127,  •        • 

and  128 1,200  "       " 

Bridge  Abutments  on  Sec- 
tions Nos.    129,   130,  134 

and  at  New  London 1 ,400  "       " 

Culverts  on  Sections  Nos.  16 

and  17 700  "       " 

Culverts  on  Sections  Nos.  126 

to  128 2,600  "       " 

Culverts    on    Sections  Nos. 

129,  130  and  134 1,260  "       " 

BLACK  RIVER  CANAL. 
Proposals  when  and  where   received : — At  En- 
gineer's Office  at  Lyon's  Falls  until   the  12th  day 
of  July,  1854,  at  10  o'clock  a.  m. 

Section  No.  30 $2,000  July  1, 1866. 

31 6,000  "       " 

Locks  Nos.  99,  100  and  101..  4,000  "       " 

102 2,600  "       " 

103  104  and  105..       800  "       " 

106  and  107 600  "       " 

Bridges  on  Sections  No.  31..      300  May  1,  1855 
Raising  Bridges  across  Black 
and  Moose  Rivers 300  Oct.  1,  1854. 

ENLARGEMENT  OF  ERIE  CANAL— MIDDLE 
DIVISION. 
Proposals  when  and  where  received : — At  the 
Engineer's  office  in  the  city  of  Syracuse,  until  the 
16tli  day  of  July,  at  10  o'clock,  a.  m.  .  .         .  ^ 


Section  No,  146 $5,900  April  1, 1856. 

147 6,400 

"       148 6,100          "       " 

149 4.600          "       " 

"        150 15,800          'i       " 

161 9,600 

Aqueduct  at  Chittenango. . .  4,400          "       " 
"             Seneca     River 
and  Section  202  connected  21,700  Nov.  1,  1856. 
Culverts  on  Sec.   146,   147, 

148  and  149 1,700  April  1,  1866. 

Culverts    on  Sec.    160    and  ^ 

161 2.200          "       " 

Culverts    on  Sec,  200    and 

201 900    ,     "     1855. 

Bridge   Abutments  on   Sec- 
tions 146,  147  and  148. . ..  1,800           "     1856. 
Bridge    Abutments    on   160 

and  151 1,000          "       " 

Bridge  Abutments  on  201 , .  900          "     1866. 

ENLARGEMENT    OF    ERIE— WESTERN    DI- 
VISION. 
Proposals  when  and  where  received  : — At  the  En- 
gineer's office  in  the  city  of  Rochester,  on  Tuesday, 
the  18th  day  of  July  next,  at  10  o'clock,  a.  m. 

Section  No.  212 $3,600  April  1 ,  1866. 

213 3,800 

214 6,100  "       "      - 

216 :...    5,000  "       " 

"        216 3,700  "       " 

217 11,000  "       " 

218 14,000  "       "     • 

228 6,700  "       " 

229 6,300  "       " 

GEN£SEE  VALLEY  CANAL. 

Proposals  when  and  where  received :  —At  the 
Engineer's  office  in  the  village  of  Cuba,  on  Thurs- 
day, the  20th  day  of  July  next,  at  2  o'clock  p.  m. 
Sections  Nos.  82,  83  and  84.. $2,600  Aug.  1,  1866. 
91  and  Feeder.  4,000  "       " 

95  and  96....    3,200      '    " 

97 3,000  "       " 

98  and  Feeder.   3,400 

IschuH  Feeder 6,600  "       " 

Ischua  Aqueduct ,..    1,000  "       " 

Culvert  on  Section  No.  66. . .       100  April  1,  1865. 

Valve  Gates 1,600  Aug.  1,  1865. 

Lock  Houses 700 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work  ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  '^f  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  ot  the  same  ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  interested  in  any  contract 
that  may  be  made  in  pursuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  iu  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  propo.^al  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sursties  shall  justifiy  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisior  of  the  town,  and  the 
Country  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  chapter  276,  of  the  laws  of  1860.         £.. 

fHo  acceptaoco  of  a  proposal  or  award  of  a  coo- 
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tract  by  the  contractiDg  board,  and  no  coDtract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertfiement,  are,  iu  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  aud  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  aa 
including  the  expense  of  furnishing  all  the  materi- 
als, ard  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  pel  sons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  sbal!  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contnicts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albant,  June  9,  1854. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     }  Canal  Comm'rs. 
CORNELIUS  GARDINIER,) 
JAMES  M.  COOK.  Comptroller. 
JOHN  T.  CLARK,  S^ate  Eng.  and  Surveyor. 


To  Railroad   Companlen  and 
Contractors. 

FOR  SALE— Fifteen  second  hand  Locomotive 
Engines  of  various  sizes  and  describtions  and 
in  good  runing  order  suitable  for  all  kinds  of  work. 
For  particulars  apply  to 

CLARK  &  JESUP, 
General  Railroad  Agents, 
38  Exchange  Place. 
Also  Railroad  supplies  of  all  kinds.  4t25 


Prosser's  Patent  Lap-Welded 
Iron  Boiler  Tubes. 

TabM  screwed  toirether.  flush  on  both  sides,  for  Artesian 
wells,  *c     Free-joint  Tubes,  tor  Core  Bars,  Awning  Frames, 
Railings,  Leaders,  &c. 

Patent  Wrought  Iron  Blacksmiths'  Water-Tctbbes,  Wat««. 
Backs,  Etc 

AgenU   tor  Krupp'S  celebrated  Cast  Stsel  for  Shafts, 
&AILWAT  Axles,  Tires,  Platters'  RoUers,  &c. 

p  8— All  Tools  necessary  for  the  construction  or  keeping  io 
order  of  Tubular  Boilers 
24tf  THOS.  PBOSSER  4s  SON,  28  Plat  streett,  N.  T. 


SHANAHAN  &  LOEBER, 
181  William.st, 

(Ist  fioor-Up  Stairs,) 
IVCW-VORK. 

manupacturbrT  0» 

THEODOLITES,  TRANSITS,  LEVELS, 
SarFcyors'  Compasses.  Drawing  InstrnmentJ, 

Chains,  Scales,  Levelling  Rods,  «tc.      lylO 

Sewall  &  crehore 

CIYIL  ENGINEEES, 

ST.  PAUL   MUifiSOTA. 
/•Hri  a.  gawAU..  Oaaa.  faas.  Cmsms. 


N.  York  and  a.  Haven  K.  K. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 
Conanencing  Monday,  May  9,  1S54. 


TRAJH8  FBOM  H«W  TORK. 

TBAIKS   TO  XKW  TO«K. 

7  A.  U.— Accommodation  to 

6.30  A.M.- 

-Spociai,  from  Pon 

New  Havea 

Chester. 

8  A.  M.— Express  for  Boston, 

6.00  A.11- 

-Commutation  ftODj 

stopping  at  Stam- 

New Havea 

ford    aud    Bridge- 

6.16 A.M.- 

-AccommodatioD  ftL 

port. 

New  Haven. 

9.10  A.M.— Special     for    Port 

8.16  A.M.- 

-Accommodatioo  to.. 

Chester. 

New  Havea 

1L30  A.11— Accommodatioa  for 

9.36  A.M.- 

-Express  from  Ne« 

New  Uaveo. 

Haven,  Stopping  a> 

3-00  P.M.— Express    for   New 

Bridgeport,      Nor 

Haven,  stopping  at 

walli  and  Stamford. 

Stamford,  Norwalk 

1-07  P.M.- 

-Boeton       Expreets, 

and  Brid^port. 

stopping  at  Bridge 

4.00  P.M.— AccomniuUutioDfol 

.i-y  .-,    .. 

port,  Nor  walk  aoi> 

New  Uuveu. 

Stamford. 

6.00  P.ll— Express  for  Boeton, 

4.00  P.M.- 

-Special,  from  Pon 

stopping  at  N.  Ha- 

Chester. 

ren. 

4.00  P.M.- 

-AccommodatiOD  fit. 

6.35  P.M.— CommutatiooforN. 

New  Havea 

Haven. 

9.30  P.M.- 

-Boston       Express, 

6.30  P.Bt— SpecuJ    tor    Port 

stopping  at  Bridge 

Chester. 

port,  Nor  walk  ano 
Stamford. 

GEORGE  W.  WHISTLER,  Jr.,  Sup'U 

Not  Haoen,  May,  1864. 

jMew  York  and  ICrie  K.  K. 

-^VM            PASSENGER  TRAINS          (.     p>>B         |^ 
jjQ^^  leave  Pier  foot  of  Duaue  street,     ^s^&^^^T 
^^^Wl                as  foUows,  viz : —                MMBSaMMkB 

iiUFfALO  Express,  at  6  a.   m.  fbr  BuSalo  direct,   without 
change  of  baggage  or  cars. 
Dunkirk  Express,  at  7.  a.  m.  fbr  Dunlcirk. 

Mail,  at  8i<  a.  m.  for  Dunkirk  and  Buflklo,  and  intermediate 
stations. 

Wat  Express,  at  VLH  p.  m.  for  Dunkirk. 
Rockland  PaASt-ugera,  at  3.  30  p.  la,  (from  foot  of  Chamers 
Street)  via  Piermont,  for  Suifera  aud  intermediate  stations. 

Wat  Passbmobr,  at  4  p.  m.,  for  Otisville,  and  intermediate 
stations. 

Nioht  Express,  at  6  p.  m.  for  Dunkirk  and  BuHUa 

Emigrant  at  6  p.  m. 

On  Sundays  only  one  Express  Train — at  8  p.m. 

These  Express  Traius  connect  at    BuAlo    with  first-class 
splendid  Steamers  ou  Lake  Erie  for  all  porta  on  the  Lalu  ;  and 
at  Dunkirk  with  the  Lake  Snore  Railroad  for  Cleveiaud,  Cincin- 
oati,  Toledo,  Detrgit,  Chicago,  etc. 
D.  C.  McCALLUM,  Ofloeral  SupU. 


Railroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  canal  work,  or  mechanics 
of  any  k^d,  will  find  the  undersigned  a  first  rate 
oflSce  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  aLj  part  of  the  Union. 

MORRIS  &  COHNERT, 
European,  American  Employment  Office, 
287  Broadway^  corner  Reade-st. 
Sm'^lO     Under  the  Irving  House,  New  York. 
And  102  Greenwich  st. 


Steam  £ng:ine  and  Blowing 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cyUnder,  and  five  feet  stroke, 
together  with  Blowmg  Cylinders,  five  (bet  diameter,  and 
six  feet  stroke,  in  perfect  working  order,  Ibr  sale.    Apply  to 
EDW.  BECH  i  KUNHARDT,  62  Beaver  St., 
Or,          A.  TOWAR,  Agent  Pokeepwe  Iron  Works. 
»tf Pokeepsie,  NT. 


.Notiee  to  Contractors. 

PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  either  in  whole 
or  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis 
sissippi,  about  97  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  next.  Proposals  for  the  entire  construc- 
tion aud  equipment,  and  otherwise  as  favorable, 
will  have  preference.  Profiles  and  estimates  of 
the  first  60  miles  may  be  seen  on  application  at 
the  Engineer's  Office  in  Memnhis.  Bidders  must 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

Chief  EDfiineer. 
M»7  4tb,  1864. 


To  Chief  J!;ngineers. 

A  Gentleman  who  tias  liad  soiue  Eight  years  Experience  j^ 
couetructjon  of  various  Eastern  aiiU  Wesieru  ltaiiru^<Js  dos- 
J'ea  a  bituuuou  a&  Resident  ii^uguieer  upuo  sume  rauway  in  the 
Ciuted  Stales.  Tlie  best  of  rderunces  as  to  Capiit>uity  aua  Li- 
licieucy  con  be  fUruished.  Addrea><>U.  care  of  Juiui  Pauuur  K£<). 
fast  Cambridge,  Mass.  17  tf 


For  Sale. 

THE  ROSSIE  FURNACE  AND  FOUNDRY,  etc.,  8L  Law 
rence  Couuty,  N.  V.— This  weU  knowu  eeUbiuUmjeni,  hav- 
ing attached  to  it  a  large  and  complete  Casting  iluu.e  auu  Ma- 
ciune  Shop,  with  ampie  accomiuuuauono  lor  workoitii,  aua  eve- 
ry convenience  neceissary  to  the  Uie  prucK.'Cutioii  ol  an  extensive 
business,  tugeUier  with  valuable  irou  Muies  aud  Mining  iughic, 
also  Timber  Lands,  is  ottered  Ibr  saie  by  the  propneiur,  hIjo  re- 
tires li-om  the  business.  The  capacity  ol  liie  KusMe  iuruaco 
lor  making  iron,  is  believed  to  be  uukurpassetl  by  any  charcoal 
if'umace  in  the  country,  having  rept-aleoiy  ruu  up  lu  tuurieua 
ions  per  day,  with  £i6  to  «>0  per  ceut  yieiu  I'ruiii  ores — specular 
red  oxides— coal,  per  tou,  luO  bueheia>.  Xbc  oauie  bas  been  in 
uninterrupled  operatioo  for  over  twenty  jeait,  auU  \.u--  rcpuia- 
uoc  of  Its  iron  us  established  tnrouglioui  uie  V\  ecL  liie  locauud 
of  these  works  is  m  Uui  village  anu  town  ol  KoMie,  couui>  ui  bL 
Lawrence,  N.  Y.,  six  nuies  from  the  Kiver  bL  LaMTvuce,  and 
connected  therewith  by  a  plauk  road.  Tbeir  cost,  apart  iron 
premises  aud  water  power,  has  involved  an  expeuUjlure  of  over 
$100,(XX),  and  tlieir  present  etliciency,  iu  ts\*ity  respect,  is  cou- 
sidered  ttoexceptiooable.  For  furtlier  inlbnuauou  appiy  to  O. 
W.  Baldwin,  Agent,  at  the  works,  or  to  the  undersiguea 

G.  PARISH. 
Ogdensburgh,  N.  Y.,  April,  1863.  \Si,Mi* 


SEYMOUR,  MORTON  &  CO.  GENERAL  R.E. 
AGENCY,  OtBce,M«:tiopoliUn  Baulc  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  persons  desiring  to  mvtst, 
the  following  valuable  Securities: 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  K.R.  ttlOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BOADS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 
SCIOTO    AND     HOCKING    VALLEY     R.E, 
STOCK 

SCIOTO  A5D  HOCKING  VALLEY  R.R.  FIRST 
MORTGAGE  LONVERTiBLE  BOxNDS. 

LOUISVILLE  AND  NASUVILLL  K.R.  STOCK. 

BUFFALO  AND  STATE  LLNE  V^.B..  BONDS. 

They  are   prepared   to  negotiate   contracts   for 
the  construction  and  equipment  ot   RailruAcls  in 
any  part  of  the  country,  including  furnishing  corpe 
of  engineers  and   contractors   locomotive  ei.gince  " 
and  cars,  railroad   bridges.     McCalium's   patent  , 
railroad  iron,  chairs,  spikes,  switch  irons,  &c.,  &.c  , 

310JMTKEAL.  Al  AFVV  YOUJ^ 

AiND 

Flattsburgrh  and  3Ioutreal 

RAILROADS. 

jy-Open  through  from  PluUstnir^h  to  Montreal..^i 

Passenger  Trains  leave  Montreal  for  Platubutg  at  6  20  a.ia 
and  5  p.m.,  arrive  at  8  slih,  aud  l.'M  p.m. 

Leave  Platteburg  for  Montreal  7.bO  a.m.  and  4  p.m.  arrive  a 
10  a.m.  aud  t>.6U  p.m. 

Trams  conuet  at  Montreal  with  StMuiiers  for  Quebec,  and  tha 
SL  Lawrence  aud  AtlanUc  Railroad  for  6berbrooke  aua  luler 
mediate  statiou. 

Trains  coiuiect  at  Mooers  Junction  with  Northern  (Ogden*. 
burgh)  Railroad  for  Ogdensburgh  aiid  Lake  Oniano  .<Steauien>  lor 
Lewistoo,  Niagara  Falls  and  Upper  Cauadia,  uuuall  ports uo  ttw 
Western  Lakes. 

Trains  connect  at  Plattsburgh  by  Steamer  to  Burlington  with 
Rutland  and  Rurtingtou  Ranroad  and  connecting  liues  lor  Trd^, 
Albany,  New  York  and  Buelon,  aud  ail  luteruiediale  etaUoua. 
Also  with  steamers  lor  Whitehall  to  the  2<aratogu  and  W  asbuig- 
ton  Railroad,  and  connecting  Unes  ot  road  to  Troy,  Albany  and 
New  Yoik.  ' 

Passengers  will  find  this  route  uneaquHled  for  comfor  and 
dispatch,  aud  attended  with  lessf  atigue  and  dely  Uiau  any  oiljci; 
It  possesses  moreover  the  advantage  of  a  short  Ferriage  ol  ouly 
fifteen  rmnutea  across  the  River  St.  Lawrence  at  Cau^'iuiawagm , 
which  has  never  been  knowu  to  freeze,  and  can  be  c(Miiid«MU|]r 
relied  upon  at  all  seasous  of  tlie  year.  i 

■y  Frieghl  Tarius  ruu  dally  each  way.  i   ' 

For  particulars  see  Fheglit  and  Passenger  TariO,  I  ' 

Baooaok  checked  through. 

H.  W.  NELSON,  Su|)erinlen  Ic  It. 


Old  Raiiroad    Iron  For  Stole. 

ABOUT  260  TONS,  mostly  .vbole  bars,  flat  iron 
of  superior  quality.  Deliverable  at  Ports- 
mouth Va.  as  fast  as  it  can  be  hauled.  Imme- 
diate offers  are  invited,  addressed  to 

L.  0.  B.  BRANCH,  President  R.  &  0.  R.  R. 

Eeleigh  N.  Carolina,       j 
None  but  the  aecepted  oflier  will  be  applied  to. 
tU2 


>  r  I  'r  J 


*   *  . 
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DIVIDEND  NOTICE.— The  SEMI-ANNUAL 
INTEREST  falling  due  in  this  city  on  the 
first  day  of  May  next,  on  the  following  named 
securities,  will  be  paid  on  and  after  thai  date  at 
the  office  of  the  undersigned  on  pres  jntation  of  the 
proper  coupons,  viz : 

The  Bonds  of  the  City  of  Cleveland,  (Ohio)  is- 
sued to  the  Cleveland  and  Pittsburgh  Railroad 
Company  7  per  cents. 

The  Bonds  of  the  City  of  Cleveland,  (Ohio,) 
issued  to  the  iJlcveiand.Painesville  and  Ashtabula 
Railroad  Company  7  per  cents. 

The  Bonds  of  the  City  of  Madison,  (Indiana') 
6  and  7  per  cents. 

The  Bonds  of  the  City  of  Pittsburg,  (Penn.,)  is- 
sued to  the  Allegheny  Valley  Railroad  Company 
(payable  on  the  Urst  Monday  of  May  next,)  6  per 
cent. 

The  Madison  and  Indianapolis  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cent. 

The  Sciota  and  Hocking  Valley  Railroad  Com- 
pany First  Mortgage  Bonds,  7  per  cents. 

The  Indiana  Central  Railroad  Company  Mort 
gage  Bonds,  7  per  cents. 

The  Wilmington  and  Manchester  Railroad  Com- 
pany Second  Mortgage  Bonds,  seven  per  cents. 

New  York,  April  29,  1854. 

WINSLOVV,  LANIER  &  Co.,  No.  62  Wall-st. 

C.  Floyd-Jones., 

DivUion  Ea^eer  3d  and  12th  Divisions. 

Illinois  Cestral  Railroad. 

Vandalia,  JIL 


Locomotive  [Engines  for  Sale. 

I^WO  first  class  engines,  adapted  to  a  6  foot, 
.  gauge,  22  tons  weight,  16  -j-  20  inch  Cylinders, 
and  dj/g  and  6  feet  drivers,  built  by  one  of  the  best 
makers  in  the  country.  New,  and  oifured  for  sale 
because  not  required  by  those  ordering  them.  En- 
quire at  the  office  of  American  Railroad  Journal, 
y  Spruco-at.,  up  stairs. 
Dec  24- 


Passenger  Cars  for  Sale. 

TWO  first  class  Passenger  Cars,  built  by  one  of 
the  best  car  builders  in  the  country,  for  the 
Baltimore  and  Ohio  Railroad. 

The  above  presents  a  rare  opportunity  to  any 
Railroad  Company  wishing  first  class  cars  for  im- 
mediate use. 

They  will  be  sold  at  a  bargain  for  cash  or  good 
paper.  Enquire  at  the  office  of  Bridges  &  Bro- 
thers, 64  Courtland  Street. 

New  Vork,  Feb.  21st,  1854. 

L.yon^s  Tables  of  Cubic  Con- 
tents, Ktc, 

Tbesa  valuable  tabl«r»  .re  of  great  assistance  in  obtainlhg  the 
cubic  contents  o!  v^cavacioiis  and  embanlunents.  Table  1. 
gives  correct  mean  bvigbu  of  cross  sections  with  either  two  or 
tUrue  cutliiit;:)  talien.  Table  2.  tiiids  the  cubic  cootenu,  havinj; 
tbe  mean  heights  at  eacli  end  of  the  section  to  be  calculated 
given.  Ttiese  tables  possess  advantages,  in  being  applicable  to 
every  variety  of  bases  and  side  slopes.  Knguieera  and  others 
may  obtain  them  by  application  at  the  American  Kallroad  Jour- 
nal office,  1*  dpruce  Street,  New  York,  by  mail  or  otherwise- 
Price  $1,50.  2l.tr 


Notice  to  Bridge  Builders. 

Proposals  will  be  received  tmtil  Monday  June 
3  at  the  Engineers  Office,  Huntingdon  Pa.  for 
tne  superstructure  of  Bridges  on  Trestle  Works, 
of  tbe  Huntingdon  and  Broad  Top  Railroad. — 
Plana  and  specifications  will  be  exibited  at  tbe  of- 
fice, or  Contractors  may  present  their  own  plans 
with  their  bids. 

S.  W.  MIFFLIN,  Chief  Eng. 
Huntingdon,  May  6,  1854. 


EXTEI^SION  OF  TIME. 

THE  period  for  receiving  proposals  for  the  Su- 
perstructure of  Bridges  and  Trestle  work  on 
the  Huntingdon  and  Broad  Top  Railroad,  has  been 
extended,  by  order  of  the  Board  of  Directors,  to 
Saturday  evening,  June  24th. 

S.  W.  MIFFLIN  Chief  Eng. 
HontijogdoQ,  Pa.,  June  7, 1864. 


To  L<ocomotiye  Engine  Buil- 
ders and  Engineers. 

THE  Proprietors  offer  for  rent  for  a  term  of 
years,  with  immediate  possession,  the  splendid 
property,  known  as  the  BELLEVILLE  IRON 
WORKS,  situated  on  the  Mississippi,  directly  op- 
posite the  City  of  New  Orleans,  and  within  300  feet 
of  the  River,  with  which  it  is  connected  by  fine 
wharves  and  landings. 

The  buildings  are  of  brick,  with  slated  roofs, 
and  were  erected  in  1848  at  a  very  heavy  expense ; 
arc  of  a  most  substantial  and  durable  character 
and  admirably  fitted  for  a  Foundry  and  Machine 
Shops,  or  almost  any  mechanical  business.  They 
now  contain  a  new  and  powerful  Engine  and 
Boiler  and  sufficient  machinery,"  say,  planing  ma- 
chines— lathes — boring  machines,  blacksmith's 
tools,  &c.,  &c.,  to  employ  100  mechanics,  and 
could  be  put  in  working  order  in  a  few  days.  The 
Buildings  cover  a  lot  300  feet  square  and  are 
amply  large  to  receive  tbe  necessary  machinery 
for  the  use  of  800  to  1000  workmen. 

The  terminus  and  depot  of  the  New  Orleans, 
Opelousas  and  Great  Western  Railroad  is  situated 
about  300  yards  from  the  above  property,  which 
could  be  availed  of  to  great  advantage  for  the 
manufacture  of  Locomotives  and  Railroad  work, 
generally  as  well  as  Steam  Engines,  Sugar  Mills, 
and  other  descriptions  of  Machinery. 

There  are  no  Shops  in  New  Orleans  for  the  ma- 
nufacture of  Railroad  Machinery,  and  as  the  Rail- 
road Companies  now  organized  in  that  city  con- 
template the  construction  of  over  1000  miles  of 
road, — a  large  part  of  which  is  already  under  con- 
tract,— the  property  now  oflFered  for  lease  offers  a 
most  eligible  opportunity  for  parties  desiring  to 
contract  to  furnish  the  Engines  and  Machinery, — 
for  those  roads.  Responsible  contractors  with 
their  works  on  the  spot  would  have  an  advantage 
over  Northern  Workshops  in  contracting  for  the 
Work  of  the  Railroads  terminating  in  New  Orleans. 

The  Establishment  and  prospect  of  remunerat- 
ing work  to  be  secured  immediately  are  worthy 
the  attention  of  manufacturers  and  Engineers 
generally. 

Applications  ft-om  responsible  parties  will  be 
promptly  attended  to,  and  to  satisfactory  parties 
the  proprietors  of  the  Works  can  offer  favorable 
terms  and  arrangements. 

Letters  may  be  addressed  to 

R.  B.  SUMNER, 
No.  61  Camp  Street, 
New  Orleans ; 
and  further  information  may  be  had  by  applying 
to  Messrs.  Barstow  &  Pope,  Pine  Street,  New 
York. 


LocomotlTe  Engines. 

FOR  SALS,  two  Locomotive  Tank  Engines,  4ft.  8X  in.  gauge, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
in  Massachusetts,  aiid  ready  for  immediate  delivery.  These  en- 
gines are  admirably  adapted  for  fast  travel  with  tight  passenger 
trains  ;  weight,  13  tons,  with  4  ft.  drivers,  with  leading  and  trail 
wheels  ;  cylinders  12)4  ia  by  20,  with  a  separate  cut-off  valve. 
Can  be  examined  at  the  works  of  the  mauufiicturer.  Apply  to 
H.  V.  POOR,  Editor  Railroad  Journal,  9  tfpruce  st,  N.Y.    19tf 


Boiler  and  Tank  Rivets, 
Aluts  and  Washers; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
BRIDGES  dc  BKOTHEB, 

64  Courtland  at.,  N.  T. 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars, 
adapted  to  Railroad  purposes,  which  will  be  sold  at  a  reas- 
onable price.    For  further  information,  apply  to 
..      .,  ,.  SAMUEL  J.  HAYES, 

r  M.  of  M.,  Baltimore  and  Ohio  R.  E.  Co., 

Or  BRIDGES  <Ic  BRO., 
19  tf  64  Courtbind  »t.  New  York, 

To  Civil  Engineers  and  Sur- 
veyors. 

TRANSITS,  Level  and  Sinreyon  Compasses  Manufactured  oo 
*■  tbe  moat  improved  principle  and  of  the  Best  Quality 

by  THOMAS  HUNT, 
No.  U  TultOD  Street, 
WO*  ifm$  York. 


N.  A.  Boynton^s 
VENTII.ATING  HEATER. 

PATENTED,  1853. 
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FOUR  SIZES  FOR  BRICK  WORK.  y. 
FIVE  SI  ZES  PORTABLE. '  s    >;. 
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PORTABLE. 

An  entirely  new  Article,  possessing  advantages 
worthy  the  attention  of  those  in  want  of  a  Pow- 
erful aud  Economical  Heater. 

SIMPLE  in  construction,  compact  in  form,  and 
easily  managed  and  cleaned. 

Is  entirely  of  cast  iron  ;  has  but  two  joints,  and 
those  80  arranged,  as  to  prevent  the  escape  of 
Oases  and  Smoke. 

The  FiRB  POT  is  lined,  the  radiating  surface 
located  above  the  fire,  and  equally  exposed  on  all 
sides  to  the  action  of  tbe  cold  air. 

Can  be  set  in  low  cjellars,  and,  by  the  attach- 
ment of  a  SELP-CLEARINQ  RADIATOR  is  especially 
fitted  for  the  use  of  Bituminous  Coal. 

Of  the  above  pattern  we  have  four  sizes,  to  be 
enclosed  in  brick- work,  and  five  sizes  of  portables, 
adapted  to  all  classes  of  buildings,  and  can  be  fur- 
nished at  a  less  price  than  any  other  heaters  of 
equal  capacity  in  present  use. 
Manufactured  and  for  Sale,  Wholesale  and  Retail, 
By         CHILSON,  RICHARDSON  &  CO. 

,_,.,-  374  Broadway,  New  York, 

Also  101  and  103  Blackstone-St.  Boston. 


Railroad  Iron. 

THE  "  Montour  Iron  Compaiy  "  is  prepared  to  execute  or- 
ders for  Raila  of  the  usual  patterns  and  weights,  and  of 
any  required  length  not  exceeding  SO  feet  per  rail. 

Apply  to  IHOS.  CHAMBERS, 

Sf pMBkffrj  IMO.  Pie^ident, 
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which  are  yet  to  follow  from  his  frauds,  and  his 
present  whereabouts. 

Certain  it  is  that  the  virtue  of  no  man  can  be  af- 
firmed to  be  superior  to  temptation  till  it  is  put  to 
the  test.  Mr.  Schuyler  had  reached  the  age  of  sixty 
enjoying  the  reputation,  as  the  world  goes,  of  being 
a  straightforward,  upright,  business  man.  Up  to  the 
day  of  his  failure  he  had  been  considered  as  emi- 
nently successful.  We  had,  however,  always  re- 
garded his  success  as  purchased  at  the  expense 
of  other  parties.  His  reputation  for  possessing 
business  qualities  of  a  high  order,  the  influential 
circle  in  which  be  moved,  and  the  unlimited  con- 
fidence which  he  enjoyed,  gave  him  a  paramount 
voice  in  the  management  of  numerous  schemes. — 
Yet  a  blight  always  seemed  to  rest  upon  everything 
he  touched,  which  lead  us  to  suppose  that  he 
used  all  such  schemes  to  promote  his  private  ad- 
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T%9  O'Tcr-tsmc  of  Ne'er  Ravem  Stoek— Rail- 
road Bfanagcmcnt* 

The  Schuyler  fraud  continues  to  be  the  greatLssed. 


our  guard.  There  are  now  more  than  300 
railroads  in  the  United  States  completed  or  in  pro- 
gress, having  a  length  of  line  of  over  25,000  miles, 
and  involving  an  expenditure  of  $600,000,000. — 
The  construction  of  railroads  is  comparatively  a 
new  business,  and  the  universal  diffusion  of  these 
works  must  place  them  under  the  management 
of  parties  who,  however  honest  they  may  be,  are 
comparatively  destitute  of  experience.  Without 
some  striking  illustration,  showing  the  necessity 
for  thcadoption  of  every  precaution  against  fraud 
or  mistake,  the  opportunities  for  such  might  be 
left  open  in  almost  every  company,  which  in  time 
might  have  produced  in  a  large  number  of  cas- 
es, catastrophies  which  are  now  confined  to  om. 
There  is  no  company  in  the  United  States  which 
embraces  so  large  a  proportion  of  shrewd,  selfish, 
and  skilful  business  men  as  theabove,  among  whom 


topic  of  conversation  throughout  the  city.  The 
disasters  necessarily  consequent  upon  it,  the  nu- 
merous complications  which  it  involves,  the  loss 
suffered  by  the  company  which  is  the  victim  of 
his  frauds,  the  distru-^t  created  in  railway  in- 
vestments, the  reputation  enjoyed  by  Mr. 
Schuyler,  both  as  a  man  of  more  than  ordinary 
ability  and  of  large  means,  the  confidence  placed 
in  his  integrity,  and  his  mature  age,  which  proba- 
bly exceeds  sixty  years,  all  conspire  to  render  his 
offence  one  of  the  most  remarkable  in  the  annals 
of  crime,  and  to  make  a  profound  impression  upon 
the  public  mind.  Speculation  is  still  busy  in  con- 
jecturing the  seductions  that  led  to  the  first  fatal 
step,  the  necessity  (not  yet  apparent,)  for  the  use 
of  so  large  a  sum  of  money  as  he  must  have 
wrongftilly  received,  the  means  by  which  he  kept 
lus  fraudssocoDcealod,  the     long  consequences 


vantage.  He  has  been  the  ruling  spirit  in  the  may  be  named  a  number  whose  avarice  carries 
New  York  and  New  Haven,  Illinois  Central,  Har-ithem  to  the  very  verge  of  the  line  which  sepa- 
lem,  Saratoga  and  Whitehall,  Vermont  Valley  and  rates  honest  from  dishonest  dealing.  Under  the 
other  roads ;  all  apparently  good  projects  in  them-  j  eyes  ofsuch  men,  possessing  a  very  large  interest 
selves,  but  rendered  comparatively  worthless  by  iin  the  road,  has  this  stupendous  fraud  been  com- 
their  excessive  ce5/.  We  have  consequently,  when  mitted.  If  such  a  thing  has  been  done  in  high 
we  have  been  appealed  to,  as  has  frequently  been  places,  what  may  bo  done  in  low.  If  the  shrewd- 
the  case,  given  Ai.>!  connection  with  cwy  scheme  as  est  directors  in  New  V^rk  have  been  deceived, 
a  sufficient  reason  why  no  one  should  buy  into  it  what  might  not  have  been  done  in  more  credu- 
asaniuvestment.  From  what  we  had  seen,  we  took  lous  communities,  where  an  eqnallj'  adroit  villain 
it  for  granted  that  he  would  rob  any  project  of  would  enjoy  still  greater  immunity  for  fraud  ?  A 
which  he  had  control  of  whatever  vitality  it  poss-  thunderbolt,  therefore,  that  awakens  the  whole 
In  publishing  the  late  report  of  the  New  country  to  a  sense  of  danger,  which  discovers  an 


Haven  company  in  the  Journal  of  the  Ist  instant,  abyss  into  which  any  company  may  be  liable  to 
we.stated  that "  it  has  had  its  life-blood  squeezed  be  precipitated,  cannot  be  without  a  most  salnta- 
of  it  in  the  same  manner  as  have  the  Erie  and  the  ry  influence.  In  this  view  of  the  case  the  New 
Central.'"  We  consequently  supposed  him  to  be  Haven  fraud,  even  as  much  as  it  is  calculated  to 
rick,  though  at  the  sacrifice  of  those  sentiments  create  distrust  and  embarrass  the  operations  of 
which  regard  all  public  improvements  in  the  light  railroad  companies,  may  have  its  compensations, 
of  benefactions,  and  labors  for  their  construction  and  save  us  Tn<>re  in  the  end  than  its  present 
for  the  good  they  accomplish.  We  did  not  regard 
him  as  most  did,  as  a  model  man  in  his  particular 
line,  but  as  as  an  instance  where  success  blinded 
the  public  mind  as  to  the  means  by  whidii  it  was 
reached. 

But  it  is  useless  to  dwell  upon  considerations 
like  these.  The  wrong  done  is  past  correction. — 
It  only  now  remains  to  derive  the  greatest  practi- 
cal use  from  its  commission. 

So  long  as  men  can  be  corrupted,  striking  exam- 
ples of  human  frailty  are  necessary  to  put  ua  upon 


cost. 

It  is  not  to  be  denied  that  the  tone  of  railroad 
management  in  New  York  city  has  been  very  low. 
This  is  one  and  the  principal  reason  why  we  have 
never  spoken  in  terms  of  higher  commendation  of 
railroads  terminating  here.  Certainly  the  pro- 
fits of  the  roads  running  into  New  York,  which 
is  the  commercial  emporium  of  the  countr}-,  ought 
to  increase  in  proportion  to  the  increased  volume 
of  business  and  travel,  as  they  approach  that  empo- 
rium.    The  New  Hav«i  road  is  the  sole  trunk  to 
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this  city  for  three  thousand  miles  of  railway  in 
New  England,  and  iu  addition  to  a  local  business 
adequate  to  support  a  first  class  road,  has  a  larger 
through  bosioess  probably,  than  any  road  in  the 
country,  if  we  except  the  lines  between  New  York 
and  Philadelphia.  The  Hudson  river  is  the  main 
stem  for  an  extensive  system  of  roads  radiating 
from  Albany,  among  which  is  the  Great  New  York 
Central,  one  of  the  most  profitable  works  of  the 
kind  in  the  country.  The  Erie  forms  the  most 
direct  route  with  the  West,  and  has  a  traffic  com- 
mensurate with  the  assumed  importance  of  its 
line.  Yet  the  value  of  all  three  of  these  roads  has 
been  seriously  reduced  by  incompetent  or  corrupt 
management.  The  New  Haven  tells  its  own  tale. 
It  has  been  an  instrument  of  fraud  from  its  incep- 
tion. The  late  president  of  the  road,  Mr.  Schuy- 
ler, was  one  of  the  contractors  for  construction, 
though  president  of  the  company  at  the  time,  and 
was  believed  to  have  made  a  vcrj'  large  sum  by 
the  operation.  The  line  of  the  road  is  a  fovorable 
one.  By  an  arrangement  with  the  Harlem  compa- 
ny, the  New  Haven  was  saved  the  heavy  expense 
which  an  independent  line  into  the  city  would 
have  rendered  necjcssary.  Yet  with  all  tliese  fa- 
vorable circumstances  the  road,  previous  to  the 
Schuyler  fraud,  had  cost  S5,150,000  or,  $8(^000 
per  mile,  or  nearly  double  the  sum  the  road  might 
have  been  built  for.  The  balance  has  gone  into 
commission,  profits,  &c.  From  the  commence- 
ment the  management  of  the  road  has  been  one 
of  nnscnipulons  public  robbery,  shielded  from 
pubJic  reprobation,  Ijecause  believed  fobe  suc- 
cessful. No  one  of  the  directors  but  Mr.  Schuy- 
ler appears  to  have  interfered  in  the  slightest  de- 
gree in  the  direction  of  the  company's  affairs. — 
They  were  all  intent  upon  schemes  of  their  own. 
leaving  to  him  the  New  Haven,  an  undisputed 
field  in  which  to  carry  on  his  financiering  forays. 
They  have  been  either  criminally  neglectful  of 
their  trust,  or  are  gros.sly  incompetent  for  the  pla- 
ces they  till.  What  custodians  have  they  been  of 
a  great  public  trust !  They  very  likely  consent- 
ed to  serve  only  on  condition  that  their  places 
should  be  sineciocs  as  lar  as  any  laboi-  or  care  was 
concerned.  Their's  are  names  in  which  the  pub- 
lic have  been  accustomed  to  put  confidence,  and 
were  selected  as  a  means  of  inspiring  a  similar  con- 
fidence in  the  road.  Under  the  shadow  of  this 
confidence,  which  disarmed  suspicion  and  quieted 
all  investigation,  the  president  of  the  road  had  full 
scope  for  his  villainy.  ,  Had  they  entertained  any 
proper  sense  of  their  own  responsibility,  or  any 
fitness  for  their  places,  they  would  never  have 
placed  him  in  a  position  where  he  could  perpe- 
trate his  frauds  with  impunity;  a  position  in 
which,  by  the  single  dash  of  his  pen,  he  could 
transfer  millions  from  the  company  or  public  into 
his  own  pocket. 

The  Harlem  has  suffered  in  the  same  manner  as 
the  New  Haven,  by  exorbitant  contracts  for  con- 
struction, in  which  managers  of  the  road  were  in- 
terested, and  by  similar  over  issues  of  stock.  Eco- 
nomically constructed,  it  would  have  been  one  of 
the  most  profitable  roads  in  the  country.  What- 
ever strength  it  possessed  Schuyler  and  his  clique 
robbed  it  long  ago.  He  had  the  same  swing  in  this 
that  he  had  in  the  New  Haven,  and  the  only  use  the 
other  directors  served  was  to  make  up  the  number 
required  by  the  charter.  The  Erie  road  has  been 
victimised  to  the  tune  of  $10,000,000  by  incom- 


petent or  corrupt  management.  Wc  have,  how- 
ever, the  gratification  of  expressing  our  belief  that 
a  great  improvement  has  been  effected  in  tlic  ma- 
nagement of  this  company  within  a  year  past.  A 
speculating,  and  we  believe  an  unsrupulous  trea- 
surer, and  a  superintendent  in  whom  the  roirdii 
shone  more  conspicuously  than  any  useful  quali- 
ty, have  given  place  to  better  men.  No  one  be- 
lieves that  the  former  trca.surer  had  any  higher 
object  in  view  tlian  to  fill  his  own  pockets,  and 
events  that  have  recently  transpired  render  it  pro- 
bable that  the  company  were,  on  many  accounts, 
very  fortunate  in  getting  rid  of  him  when  they. 
did.  We  can  claim  a  little  merit  in  being  instru- 
mental in  the  wholesome  reforms  that  have  been 
effected.  No  one  now,  not  even  the  warmest 
friend  of  the  company,  questions  the  propriety 
or  expediency  of  our  strictures  upon  its  manage- 
ment, however  harsh  they  may  have  appeared  at 
the  time.  Had  our  intimations  or  reference  to  the 
Harlem  and  New  Haven  railroads  been  similarly 
heeded,  a  great  good  might  have  been  the  result. 
Had  the  attention  of  the  stockholders,  as  iu  the 
case  of  the  Erie,  been  directed  towards  thoir  ma- 
nagement, the  recent  fraud  never  could  have  been 
committcfl 

While  1  lie  Hudson  River  railroad  has  suffered 
less  from  corrvpt  management  than  any  other,  and 
while,  with  some  few  exceptions,  the  directors 
have  acted  with  a  single  eye  to  the  best  interests 
of  the  com^iany,  yet  it  has  suffered  hardly  less 
than  any  from  unwise  and  incompetent  manage- 
ment. From  the  comencement  of  this  enterprise 
there  has  been  a  continual  mv  in  the  internal  ad- 
mim"»tration  of  its  affairs.  Through  the  influence 
of  one  man,  presidents,  engineers,  superintendents 
and  other  important  officers  have  appeared  and 
disappeared  with  all  the  rapidity  and  regularity 
of  the  actors  in  a  drama.  Men  who  acquired  an 
honorable  reputation  upon  other  worko  Lave  been 
sacrificed  oh  this  to  mere  caprice  or  whim,  or  be- 
cause they  became  obnoxious  to  "  a  power  be- 
hind the  throne."  It  is  no  use  to  tell  us  that  the 
constant  changes  that  have  been  going  on  in  this 
road  have  been  cither  necessary  or  proper,  or  that 
the  company  have  not  suffered  seriously  in  conse- 
quence. We  freely  admit  the  merits  of  this  work. 
We  believe  in  its  ultimate  success.  We  do  not  re- 
proach the  general  goixl  faith  of  its  managers,  but 
like  all  other  \ew  York  projects,  bad  manage- 
ment has  been  the  great  drawback  to  its  success. 

In  no  part  of  the  country  are  found  a  class  of 
men  who  take  better  care  of  their  own  afldilrsthan 
New  Yorkers ;  while  there  are  none  so  indif- 
ferent to  what  does  not  immediately  concern  them. 
Just  consider  how  the  city  is  plundered  without  a 
hand  being  lifted  to  arrest  abuses  which  are  as 
palpable  as  the  noon-day  sun.  The  New  York  mer- 
chant is  generally  a  successful  one.  He  is  always 
too  much  oppressed  with  his  own  business  to  have 
any  energy,  disposition  or  time  left  to  attend 
to  outside  matters.  Believing  New  York  to  be  the 
point  to  which  all  the  trade  of  the  country  must 
flow,  he  is  entirely  insensible  t*  those  appeals  to 
his  public  spirit,  which  consists  in  an  immediate 
sacrifice  for  a  greater  ultimate  good,  which  se- 
cures contributions  of  time  and  money,  orgratui- 
tous  and  patient  labor  for  a  common  advantage. — 
Make  an  appeal  to  the  public  spirit  of  a-  New 
Yorker  and  he  will  tell  you  that  he  shall  get  with- 
out effort,  all  that  you  propose,  with.  Public  spi- 


rit is  an  unknown  commodity.  The  value  of  a  re- 
putation for  skill  or  integrity  is  what  it  will  sell 
for.  A  man's  position,  reputstioa,  iailoenco,  are 
all  regular  articles  of  mercbandiae.  There  are  ex- 
ceptions, we  admit;  but  the  nde  is  as  we 
have  stated.  It  is  notorious  that  for  three 
years  past  the  city  government  has  been  re- 
gidarly  up  for  sale  to  the  highest  bidder.  Just  look 
at  the  myriads  o{ bogus  Companies  ;  Cumberland, 
Parker  Vein,  Llangollen,  Phojnix;  Coal,  Copper, 
Zinc,  Gold,  Silver  and  Lead  Companies,  all  hatch- 
ed up  in  this  city,  for  the  purpose  of  putting  their 
worthless  securities  upon  the  public.  The  getting 
up  of  such  Companies,  and  dealing  in  their  secu- 
rities, is  one  of  the  favorite  modes  in  which  our 
citizens  exercise  their  propensity  for  gambling, 
who  have  too  great  a  regard  for  their  reputations 
to  be  seen  at  a/arw  table,  or  boiding  saloon.  The 
standard  of  morality  is  not  too  high  to  allow  the 
most  fastidious  to  play  for  stakes,  the  amount  of 
which  are  measured  by  the  extent  to  which  the 
public  cxm  be  imposed  upon.  All  such  specula- 
tions arc  disgraceful  alike  to  the  reputation  af  the 
city,  to  the  parties  engaged,  and  demoralizing  in 
the  highest  degree  to  the  general  tone  of  manage- 
ment of  A' (/iwirt^v  trusts. 

All  such  abuses  must  be  corrected.  The  tone 
of  management  must  be  raised.  Directors  must 
be  appointed,  not  for  credit  attached  to  their 
names,  or  for  the  purpose  of  giving  currency  to  a 
project,  but  for  the  qualifications  they  possess,  and 
the  service  they  will  jierfomi.  If  a  proper  discharge 
of  the  duties  of  a  director  will  take  time,  let  this 
time  bo  well  i)aid  for.  Every  director  in  a  Com- 
pany must  be  made  to  feel  a  sense  of  his  responsi- 
bi'ity,  which  is  the  only  way  in  which  a  proper 
degree  of  accountability  can  be  secured.  The 
Schuyler  fraud  has  disclosed  to  us  our  weak  spots. 
If  it  should  produce  that  degree  of  reform  as 
to  correct  existing  abuses  and  deficiencies  in 
Railroad  management,  it  will  amply  compensate 
us  for  all  it  has  cost. 


Sanlt  St«.  Marie  Canal . 

Wc  are  glad  to  learn  that  the  Company  cngage<l 
in  the  construction  of  this  work,  are  still  of  th 
opinion  that  they  shall  be  able  to  finish  the  Canal 
within  the  time  specified  in  the  contract.  It  should 
be  done,  if  within  the  bounds  of  i>os8ibility  ;  for 
its  importance  in  opening  the  only  barrier  to  direct 
access  to  the  mining  region,  is  almost  inconceiva- 
ble. The  large  amount  which  will  be  saved  in 
shipments  both  ways,  says  the  Lake  Superior 
Journal,  and  the  time  which  is  now  consumed  in 
re-shipments  at  this  place  would  foot  up  to  the  as- 
tonishment of  every  one.  Let  any  one  .set  himself 
down  and  figure  up  the  probable  difference  and  he 
will  be  convinced. 

Every  effort  is  now  being  made  on  the  part  of 
the  Government,  as  we  are  informed,  to  remove 
every  obstruction  to  the  navigation,  whereby  our 
largest  class  of  vessels  will  be  enabled  to  make  the 
entire  trip  from  the  head  of  Lake  Superior  to  Buf- 
falo; an«l  even,  if  they  choose,  to  the  Atlantic 
Ocean — from  thence  to  any  point  on  the  habitabk 
globe  accessible  by  water. 

The  iron  interest  is  suffering,  more  than  any, 
other,  for  the  want  of  more  direct  communication 
with  a  market.  Thus' far  the  energies  of  those  in- 
terested in  this  important  branch  of  mining  busi- 
ness have  been  checked  and  almost  paralyzed. 
The  time,  however,  is  now  at  hand  when  they  can 
see  out  of  the  woods. 

We  look  foiward  with  the  expectation  of  seeing 
a  continuous  line  of  vessels,  within  almost  hailing 
distance  of  each  other,  from  the  head  of  Lake  Su- 
perior to  the  foot  of  Lake  Erie,  as  soon  as  ib» 
Canal  shall  be  finished. 
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Report  to  the  Lords  of  th£  CommiUce  of  Privy 
Council  for  Trade,  classifying  the  causes  of  the 
principal  accidents  which  have  occurred  on  Rail- 
ways of  the  United  Kingdom,   during  the  year 

Railway  Department,  Board  of  Trade, 
Whitehall.  F«bruary  28,  1864. 

In  aBalysing  the  reports  which  the  inspecting 
officers  of  this  department  have  made  upon  the 
accidents  which  have  occurred  on  railways  during 
the  year  1853, 1  hare  endeavored  to  classify  the 
causes  which  have  led  to  the  several  accidents  in 
such  a  manner  as  to  point  out  what  are  the  influ- 
ences which  the  system  of  management  and  the 
discipline  on  railways  have  had  in  causing  them. 

The  total  number  of  persons  who  have  been  re- 
ported to  your  lordships  as  having  met  their  death 
on  railways  during  the  year  1853  is  305,  and  the 
j^tal  number  of  injured  is  449 ;  and  of  these  the 
♦^tal  number  of  passengers  who  have  suffered  from 


accidents  would  appear  to  be  64  killed,  and  300 
injured ;  and  of  this  tumber  36  have  been  killed, 
and  280  injured  from  causes  beyond  their  own 
control.  The  returns  of  accidents  for  the  half 
years  ending  30th  June  and  31st  December,  1853, 
respectively,  which  have  been  already  laid  before 
your  lordships,  exhibit  a  detailed  account  of  the.se 
accidents.  From  these  reports  it  would  appear 
that  the  total  number  of  accidents  to  trains  and 
engines  which  have  been  reported  by  Railway 
Companies  as  having  occurred  during  the  year 
1853,  is  103.  Of  these  76  have  been  more  espe- 
cially brought  before  the  notice  of  your  lord- 
shsps  by  the  reports*  of  the  inspecting  officers,  or 
by  the  correspondence  which  has  taken  place 
upon  them.  These  accidents  may  be  generally 
classed  as 

I.  Accidents  appertaining  to  the  rolling  stock 
and  road. 

II .  Accidents  appertaining  to  the  management 
of  railways. 

Causes  arising  from  the  Rolling 
*      Stock  on  the  Road 


Under  the  head  of  accidents  appertaining  toth  c 
rolling  stock  and  road  of  railways  may  be  classe  d 
the  following —  _ 

1st.  Accidents  from  engines  or  carriages  leaving 
the  rails. 

2nd.  Accidents  from  trains  running  through  fac- 
ing points  into  sidings. 

3rd.  Accidents   from   persons   in  trains    beiog 
I  struck  against  works  adjacent  to  the  line. 

4th.  Boiler  explosions.  .^    ■  .r^^^iiv 

I     Under  the  head  of  accidents  appertaining  to  tbd 
I  management  are  classed — 

Ist.  Collisions  on  double  lines  of  railway. 
I      2nd.  Collisions  between  trains  at  junctions. 

3rd.  Collisions  on  single  lines   between   trains 
I  meeting  in  opuosite  direct'ons. 
I      4th.  Miscellaneous. 

I  The  accompanying  table  will  ahow  generally 
the  main  causes  from  which  these  accidents  har« 
arisen. 

Causes  attributable  to  the  Management 
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1st. — Accidents  appertaing  to  Rolling  Stock,  or  to 

the  Road 

Accidents  from  engines  or  carriages  leaving  the  rails. .  24 
Accidents  from  trains  running  through  facing  points. .  2 
Accidents  from  persons  in  trains  being  struck  against 

works  adjacent  to  the  line 4 

Boiler  •xploaions 3 
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Total  of  this  class 

2ndly. — Accidents  appertaining  to  the   Manage- 
ment of  Railways 

Colliaions  on  double  lines  of  railway  from  trains  fol- 
lowing each  other 3q 

Collisions  at  junctions 2 

Collisions  on  single  lines  between  trains  meeting  in  op- 
posite directions g 

Miscellaneous 3 
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Total  of  this  class -, 43 
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Total  of  both  classes. 


But  inasmuch  as  several  of  these  accidents  are ; 
classified  under  more  than  one  head,  it  is  desira- 
ble to  analyse  them  further  as  follows,  viz.  :  Acci- 
dents appertaining  to  the  rolling  stock  and  road. 
1.  Accidents  from  Engines  or  Carriages  leaving  the 
rails. 

There  are  twenty-four  cases  of  accidents  to  trains 
where  the  engines  or  carriages  broke  down  or  left 
the  rails.     These  may  be  further  divided  Into — 

1.  Accidents  beyond  the  Control  of  the  Manage- 
ment.— Three  accidents  may  be  placed  in  this  divi- 
sion, which  were  occasioned  solely  by  the  neglect 
of  the  platelayers  who  were  employed  in  the  re- 
pairs of  the  line.  In  nine  instances  the  accidents 
arose  from  the  fracture  of  machinery,  viz.  tyres  of 
wheels,  axles,  or  springs,  in  consequence  of  inter- 
nal defects  in  the  material,  which  could  not  be  de- 
tected by  external  scrutiny.  In  one  instance*  the 
cause  of  the  accident  could  not  be  ascertained ; 
some  of  its  resulting  consequences,  however,  might 
have  been  lessened,  had  a  communication  existed 
between  the  guard  and  engine  driver. 

(1.)  Accidents  which  might  have  been  guarded 
against. — In  five  instances  the  accidents  were  cans 
edjby  the  bad  condition  of  the  road ;  bat  in  one  of 
these  iostatices,  the  worn  condition  of  parts  of  the 
carriage  would  appear  to  have  had  some  influence 
m  caaaiBg  the  accident,  and  in  another,  the  effect 
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produced  by  the  defective  condition  of  the  road  i  Laving  beenwrongly  set,  which  have  caused  collis- 
appears  to  have  been  much  increased  by  its  mod  ions  by  admi  ttiugtrains  intosidings.  The  imuie- 
of  construction.  In  one  instance  the  accident  ap-|diate  cause  of  both  accidents  was  the  negligence 
pears  to  have  arisen  from  a  considerable  internal, of  inferior  servants;  but  in  one  case  the  use  of 
defect  of  the  material,  bft  which  might  apparent- i  facing  points  at  the  place  highly  improjwr,  and  in 
ly  have  been  traced  on  the  surface  by  careful  exa- the  other,  the  regulations  of  the  Company  were 
mination.     In  three  instances  th^ accidents  would; not  sufficient  for  ensuring  safely. 

appear  to  have  arisen  from  the  construction  of  the,  o       .     •  j     ,     ..-        n  ■     .•     •      1  ._   i 

*^*v  J  ,         /•        »i  1     .  J         J-.-      M> — Accidents  from  Persons  in  trains  being  struck 

engine  and  road,  or  from  the  neglected  condition,  .  °  . 

of  parts  of  the  line.     And  in  two  cases,  the  pecu-i  against  Works  adjacent  to  the  line.     .     ,     | 

liar  construction  of  the  engine,  carriage  and  road,'  There  arc  four  cases  of  accidents,  from  passen- 
combined  with  the  defective  regulations  of  the jgers  having  been  struck  against  bridges  or  works 
Company,  appear  to  have  caused  the  accidents,  adjacent  to  the  line ;  of  these,  two  were  due  to  the 
It  would  appear,  that  of  t  ese  twenty -four  acci-j  use  of  improperly  constructed  carriages;  one  to 
dents,  thirteen,  or  little  more  than  half,  may  be 'the  improper  use  of  cattle  trucks  for  conveying 
classed  as  onto 'the  control  of  the  management  ofjpassengers  ;  and  one  to  the  defective  construction 
the  Company,  of  which  three  were  due  to  neglect  of  a  tunnel, 
of  inferior  servants,  and  nine  to  fracture  of  ma- 


chinery from  internal  defects ;  and  the  cause  of  one 
has  not  been  ascertained.     The  remaining  eleven 


Accidents  from  Boiler  Explosions. 
Three  cases  of  boiler  explosion  have  been  re- 


accidCTt^'might  have'bcen  prevented  "by  proper!  Port«<i  "PO"-     I"  o"«;  ^^'^  accident  was  due  10  the 

management  ■-  «-    r      negijgcce  yf  an  inferior  servant.     In  another  case 

2.—Accidentsfrom  Trainsrunning  through  racing^^]'^  ^^^'-  ^"^  T"''!.\r°'^" '  *°^  *"  the  other  case 

■  Points  into  Sidings  I  '*»«  arrangements  of  the  Company  would  appear  to 

„  .,     ^   ,  J  «        /.    .  .  .  I  have  had  a  bearing  upon  the  accident.     It  would 

Two  accidents  have  occurred  from  facing  points  ^jj^^efore  appear,  that  of  the  thirty-three  accidents 

~77  .    .         ..  ^        ..  ..  considered  as  appertaining  to  the  rolling  Ktock  and 

•  In  some  instances  these  reports  contain  more  than  000  ease '        j         1     /•       .  v.  •         .  . 

of  accident ;  and  iu  two  cases  of  accident  the  causes  have  been  road,  only  fourteen  can  be  assumed  to  have  been 
obtaiocdfrom  the  reports  oftbe  companies 
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Oompaniea  had  no  control,  whilst  the  remaining 
nineteen  accidents  are  all  more  or  less  traceable  to 
want  of  care  on  the  part  of  the  superior  officers  of 
the  Companies,  and  in  some  cases  to  nndue  econ- 
omy. 

Accidents  appertaining  to  the  Management  of 
Bailwats.  >   i-   -^ 

1. — Collisions  between  TVains  on  Double  Lines  of 
Railway. 

Thirty  accidents  are  contained  in  this  class,  of 
which  six  appear  to  have  been  occasioned  by  trains 
ahunting  at  sidings  or  at  stations.  In  only  two 
cases  were  the  trains  which  were  run  into  delayed 
by  purely  accidental  causes,  and  in  one  of  these 
C'ises  the  accident  was  partly  due  to  the  negligence 
of  the  guard,  and  partly  to  unpunctuality  caused 
by  an  improper  system  of  working.  In  the  other 
case,  which  was  the  one  on  the  Great  Southern  aad 
Western  railway  at  Straffan,  a  want  of  break  pow- 
er, an  inadequate  sup^ily  of  signals,  inefficient  re- 
gulations, and  a  defectire  system  for  securing  a 
proper  interval  between  trains,  were  combined 
with  negligence  in  the  inferior  servants,  to  pro- 
duce the  accident.  In  one  case  the  accident  was 
partly  due  to  the  unpunctuality,  over  which  the 
management  of  the  Company  had  no  control,  but 
it  was  also  occasioned  by  the  system  of  working 
the  line  not  being  sufficient  for  securing  a  proper 
interval  between  trains.  Of  the  remaining  twenty- 
seven  cases,  the  negligence  of  inferior  servants  of 
the  Company  appears  to  have  partially  contributed 
to  cause  seventeen  accidents,  but  the  other  causes 
which  combined  with  neg'igence  were  as  follows, 
viz. :— Sixteen  of  the  accidents  were  attributable 
to  insufficient  or  inadequately  enforced  regula- 
tions. In  six  cases  tLe  system  tor  securing  proper 
intervals  between  trains  is  stated  to  have  been  de- 
fective ;  in  seven  cases  the  accidents  were  attribu- 
table to  unpunctuality  caused  by  an  inefficient 
system ;  in  one  case,  deficiency  of  engine  power 
and  of  breaks ;  in  five  other  cases,  the  insufficiency 
of  signals ;  in  another,  the  want  of  time-pieces ; 
and  in  another,  the  want  of  communication  be- 
tween the  guard  and  the  engine  driver,  contribut- 
ed to  cause  the  accidents.  Of  the  remaining  ten 
cases,  three  were  due  to  the  insufficiency  of  the 
regulations  of  the  Company,  combined  in  one  case 
with  want  of  time-pieces  among  the  Company's 
servants,  in  another  with  the  want  of  adequate 
signals,  and  in  the  third  case  both  signals  and 
time-pieces  were  deficient.  I'n  six  instances,  the 
accidents  were  due  to  the  want  of  a  proper  system 
for  securing  intervals  between  trains.  In  five  of 
these,  the  accidents  were  also  attributable  to  the 
insufficiency  of  the  regulations  ;  and  in  three,  the 
accidents  were  partly  attributable  to  unpunctual- 
ity, not  beyond  the  control  of  the  management. 
In  two  instances  the  want  of  time-pieces,  and  in 
another  the  want  of  adequate  signals  contributed 
to  cause  the  accidents.  One  accident  was  due  to 
unpunctuality,  caused  by  a  defective  system  of 
working,  combined  with  the  inadequacy  of  the  sig- 
nals. It  would  thus  appear  that  twenty-seven  ac- 
cidents out  of  these  thirty  might  have  been  pre- 
ventedby  the  exercise  of  a  proper  degree  of  care 
on  the  part  of  the  managers  of  the  Companies  ; 
and  in  the  other  three  cases  the  serious  conse- 
quences of  the  accidents  would  probably  have 
been  averted,  had  the  Companies'  regulations  and 
systems  of  working  been  well  framed,  and  had  pro- 
per discipline  been  maintained. 

i.-— Collisions  between  Trains  at  Junctions. 

Under  this  head,  two  accidents  have  been  re- 
ported upon  during  the  year.  In  both  cases  the 
signals  were  insufficient ;  but  in  one  case  the  dan- 
ger firom  this  cause  was  aggravated  by  the  driver 
and  fireman  of  one  of  the  trains  being  unacquaint- 
ed with  the  road;  the  servants  on  the  line  not  being 
supplied  with  time-pieces,  the  breaks  on  the  trains 
being  insufficient,  and  the  Regulations  for  working 
the  Une  defective. 
8. — Collisions  from  Trains  Meeting  on  a  single  line 

There  are  eight  cases  of  accidents  from  trains 
meeting  on  a  single  line.  In  two  instances  the  ac- 
cidents occurred  near  the  junction  of  a  single  with 


the  donble  line,  and  were  dae  partly  to  the  want.  \ 
of  break  power  in  one  of  the  trains,  but  chiefly  to 
insufficient  regulations.  In  one  of  these  cases  the 
want  of  adequate  signals,  and  in  the  other,  the 
negligence  of  an  inferior  servant,  was  combined 
with  the  other  causes.  The  remaining  six  acci- 
dents were  attributable  to  insufficient  regulations 
for  ensuring  safety,  combined  in  one  instance  with 
the  negligence  of  an  inferior  servant ;  in  another, 
with  want  of  break  power ;  and  in  a  third,  which 
was  the  most  formidable  (viz.,  the  accident  near 
Oxford,  on  the  Buckinghamshire  railway),  the  in- 
sufficiency of  the  regulations  was  combined  with 
a  want  of  communication  between  the  guards  and 
engine  drivers. 

^.-, .,    4. — Miscella-neovs.  ^.-i    ' 

Under  this  head  may  be  mentioned  three  acci- 
dents ;  of  which  one  occurred  in  consequence  of 
the  direct  neglect,  or  rather  violation,  of  the  ordi- 
nary rules  under  which  the  line  was  worked,  by 
the  superior  officers  of  the  Company  ;  and  another 
was  the  resultof  insufficient  regulations,  combined 
with  a  want  of  break  power  and  a  defective  con- 
struction of  gates  at  a  level  crossing.  The  third 
accident  occurred  in  consequence  of  some  passen- 
gers having  got  out  of  a  train  on  the  wrong  side, 
and  having  been  run  over.  This  was  due  to  the 
neglect  of  the  regulations  for  locking  the  doors  of 
carriages  on  the  ofl"  side,  occasioned  by  the  want 
of  proper  platforms  at  many  stations. 

Review  or  the  Causes  op  the  Accidents. 
Hence  it  appears  that  almost  all  these  accidents 
arose  from  a  combination  of  several  of  the  causes 
above  enumerated.  In  only  five  of  the  seventy- 
six  cases  of  accidents  to  trains  which  have  been 
mentioned  above,  did  purely  accidental  circum- 
stances alone  cause  the  accidents  ;  and  in  oaly 
eleven  other  cases  were  purely  accidental  circum- 
stances combined  with  other  causes  to  create  the 
accidents.  In  only  twenty-eight  cases  was  the  di- 
rect negligence  of  inferior  servants  a  contributing 
cause  of  the  accidents;  but  in  some  of  these  cases 
the  negligence  can  be  traced  either  to  the  men 
having  been  overworked  or  to  defects  in  the  state 
of  discipline.  The  other  causes  which  contributed 
to  the  accidents  were  within  the  control  of  the 
managers  of  the  lines,  and  appear  to  have  been 
as  follows  : — 

1 . — Cases  referable  to  undue  Economy. 

Under  this  head  the  insufficient  supply  of  means 
for  securing  [safety,  such  as  insufficient  engine 
power,  breaks,  signals,  time-pieces,  &C.,  and  the 
absence  of  a  communication  between  the  guards 
and  engine  drivers,  would  appear  to  have  contri- 
buted to  cause  the  accidents  in  thirty-eight  in- 
stances ;  and  the  neglected  condition  or  the  defect- 
ive construction  of  the  rolling  stock  and  the  road 
appear  to  have  contributed  to  cause  the  accidents 
in  forty-three  instances. 

2. — Cases  referable  to  an  Inefficient  System  and  a 
defective  state  of  Discipline. 

The  unpunctuality  of  trains  appears  to  have  con- 
tributed to  cause  accidents  in  fourteen  instances. 
Insufficient  or  inadequately  enforced  regulations 
contributed  in  forty-two  instances  to  cause  the  acci- 
dents. And  a  defective  system  for  securing  pro- 
per intervals  between  trains  would  appear  from 
these  reports  to  have  contributed  to  cause  acci- 
dents in  fifteen  instances.  It  is  desirable  to  point 
out  the  principal  causes  of  accidents  under  these 
two  heads. 

(Ist.)  Cases  referble*  to  undu^  Economy. — Under 
this  head  may  be  classed  a  reduction  of  the  num- 
ber of  servants  below  what  was  required  for  the 
efficient  working  of  the  line,  the  postponement  of 
the  requisite  repairs,  alterations,  or  additions  to 
works,  &c.,  and  the  overworking  of  the  carrying 
stock.  When  the  servants  have  been  reduced  in 
number  below  what  the  efficient  working  of  the 
line  has  required,  the  remaining  servants  have 
been  overworked.  This  practice  involves  consid- 
erable danger,  because  the  safe  working  of  a  rail- 
way depends  upon  the  servants  being  always  on 
the  alert.  The  signalmen  and  pointsmen  must  al- 
ways be  on  the  look  out  for  trains,  and  attend 
careftilly  to  their  signals  and  points,  whilst  the 


guards,  engine  drivers,  and  firemen  should,  whilst 
on  the  road,  have  their  attention  continually  di- 
rected to  the  safety  of  the  train — and  it  is  perfect- 
ly impossible  for  men,  however  strong  they  may 
be,  to  keep  a  proper  look  out  if  their  energies  are 
paralysed  by  fatigue.  Yet,  amongst  the  accidents 
which  occurred  last  year,  it  will  be  'ound  that  in 
one  case  men  who  came  on  duty  at  six  a.  m.,  were 
sent  out  with  a  train  after  having  worked  to  be- 
tween ten  and  eleven  p.  m.  ;  and  in  another,  men 
who  were  sent  out  with  a  train  in  the  middle  of  one 
day  were  continually  on  duty  till  the  evening  of 
the  next  day.  The  reduction  in  the  number  of 
servants  has  also  contributed  to  accidents  by  caus- 
ing engine  drivers  and  firemen  unacquaint^  with 
the  road  to  be  sent  with  trains.  To  this  cause  was 
partly  attributable  a  collision  which  occurred  at 
the  Euxton  junction  on  the  North  Union  Railway. 
Several  of  the  accidents  occurred  from  the  perma- 
nent way  on  some  lines  having  been  allowed  to 
become  very  much  deteriorated.  But  the  acci- 
dents which  occurred  directly  from  this  cause  were 
not  the  whole  amount  of  injury  which  resulted  to 
the  Companies  and  the  public  from  this  deteriora- 
ted condition  of  road.  For  a  bad  road  reacts  upon 
the  carrying  stock ;  and  it  is  probable  that  many 
cases  of  broken  tyres  and  axles,  which  were  con- 
sidered as  purely  accidental,  were  due  to  the 
blows  to  which  the  wheels  had  been  subjected  in 
passing  over  bad  joints.  In  other  cases  the  acci- 
dents were  attributable  to  the  insufficiency  of  the 
siding  laccommodation,  the  inadequacy  of  the 
signals  at  the  newly  constructed  sidings  and  to  the 
servants  of  the  Company  not  having  been  supplied 
with  a  means  of  measuring  time.  As  regards  this 
latter  point,  it  is  to  be  observed  that  on  lines  of 
railway  of  large  traffic,  where  the  trains  are  work- 
ed to  carefully  regulated  time-tables,  safety  and 
punctuality  must  be  to  a  great  extent  dependent 
upon  a  correct  knowledge  of  time  bemg  possessed 
at  all  times  by  the  Company's  servants.  In  other 
accidents  to  which  unpunctuality  has  been  a  con- 
tributing cause,  this  unpunctuality  can  be  traced 
to  undue  economy.  In  some  cases  the  supply  of 
engines  has  been  limited,  and  the  trains  have  been 
worked  upon  a  system  which  entailed  that  unpunc- 
tuality of  a  train  in  one  direction  affected  that  of 
the  corresponding  train  in  the  opposite  direction. 
In  other  cases  trains  have  been  forwarded  with  an 
insufficient  supply  of  guards  and  of  breaks,  dtc. 
It  has  been  the  practice  on  some  lines  to  effect  a 
saving  in  the  working  expenses,  by  contracting 
with  engine  drivers  for  working  the  trains,  and  in 
others  by  giving  to  engine  drivers  a  direct  pre- 
mium for  reducing  the  consumption  of  coke,  below 
an  average  amount.  These  practices,  unless  guard- 
ed by  very  carefully  framed  provisions,  contain 
important  elements  of  danger. 

(2nd.)  Cases  referable  to  an  Inefficient  Sytem  and 
Defective  Discipline. — On  some  fines  of  railway  in 
an  efficient  state  of  repair,  accidents  have  occur- 
red which  were  due  either  to  the  defective  system 
under  which  the  lines  were  worked,  or  to  the  mles 
not  having  been  strictly  enforced.  In  some  of  the 
cases  of  accidents,  it  would  appear  that  the  regu- 
lations have  been  such  that  the  inferior  servants  of 
the  Company  have  great  difficulty  in  complying 
with  them,  under  even  the  ordinary  exigencies  of 
the  traffic  ;  and  other  accidents  have  arisen  from 
a  violation  of  rules,  which  would  appear  to  have 
been  permitted  on  previous  occasions  writhout  re- 
buke from  the  superior  officers.  In  many  cases 
the  rules  have  been  inoperative  from  the  responsi- 
bility of  carrying  them  into  eflTect  not  being  clear- 
ly fixed  upon  particular  individuals.  In  other 
cases  it  will  be  found  that  accidents  hare  occurred 
owing  to  the  system  of  issuing  regulations  having 
been  loose  and  negligent.  Of  the  accidents  which 
have  heen  classed  as  those  due  to  the  management 
of  railways,  a  very  large  proportion  have  occurred 
to  trains  following  each  other  i^on  the  same  Hoe 
of  rails.  It  the  trains  had  been  always  punctnal, 
and  if  no  train  had  been  allowed  to  start  without 
the  driver  having  been  furnished  with  carefully 
framed  time-tables,  to  be  rigidly  adhered  to,  these 
accidents  would  probably  not  have  occurred ;  un- 
der such  circumstances  tJlie  use  of  signals  would  be 
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of  less  importance,  and  they  would  occupy  the  po- 
sition of  being  auxiliaries  to  safety  ;  but  the  re- 
ports on  accidents  will  show  that  on  some  railways 
mineral  trains,  and  even  occasional  goods  trains, 
have  been  allowed  to  run  without  the  en^ne  driv- 
er having  been  furnished  with  any  instructions  as 
to  the  time  at  v  hich  ho  was  to  pass  or  stop  at  the 
several  stiUions,  and  on  other  railways  where  care- 
fully framed  time-tables  have  been  published  re- 
gularly for  the  mineral  and  other  trains,  these  time- 
tables have  been  allowed  to  be  practically  disre- 
garded.    In  many  cases,  the  punctuality  of  trains 
has    been    much    interfered    with    by    the    un- 
punctuality   of  other  trains  in  connection   with 
them,  and  trains  timed  to  follow,  or   to  be  passed 
at  stations  by  other  trains,  have  been  frequently 
detained  by  the  unpunctuality   of  those   latter 
trains — this  latter  cause  of  unpunctuality  has  aris- 
en on  lines  where  the  traffic  is  conveyed  in  trains 
at  different  rates  of  speed,  but  its  effects  might  in 
some  cases  have  been  remedied  to  a  considerable 
extent,  had  a  very  much  more  extended  use  been 
made  of  the  electric  telegraph  in  conducting  acd 
organising  the  trafSc.     It  will  be  found,  therefore, 
that  in  the  ordinary  condition  of  railways  at  the 
present  time,  punctuality  is  not  sufficiently  attend- 
ed to,  and  that  in  order  to  secure  a  suflBcient  inter- 
val between  trains,  lines  are  practically  worked  to 
a  very  great  extent  by  signals.     Several  of  the 
cases  of  accidents  will  show   that  to  ensure  the 
dne  exhibition  of  signals,  it  is  the  custom  to  or- 
ganise as  many  checks  as  possible  upon  the  pro- 
gress of  trains ;  and  for  this  purpose  a  system  is  in 
use  on  many  lines  of  railway  by  which  guards  of 
trains  as  well  as  station  masters  keep  a  record  of 
the  time  at  which  every  train  passes  every  station. 
This  record  also  shows  whether  the  time  of  run- 
ning a  train  has  been  properly   apportioned  over 
the  different  parts  of  the  line.     It  will,   however, 
be  found  that  in  nearly  one-half  of  the  cases  of 
collisions  between  trains  following  each  other  on 
the  same  line  of  rails,  the  lines  do  not  appear  to 
have  been  worked  under  a  proper  system  for  en- 
suring a  sufficient  interval  between  trains  ;  and  an 
examination  of  the  cases  of  this  class  of  accidents 
will  show  that  the  method  which  has  been  adopted 
on  almost  all  lines  of  exhibiting  at  stations  a  sig- 
nal for  a  specified  time  afler  the  passage  of  a  train, 
has  been  in  some  cases  insufficient  for  the  purpo- 
ses of  safety.     This  subject  is  a  most  important  one 
as  regards  the  traffic  upon  lines  of  railway  where 
the  trains   are  numerous  and   travel  at  different 
rates  of  speed.     On  some  lines  of  railway  immuni- 
ty fVom  this  class  of  accident  has  been  secured  by 
the  use  of  the  electric  telegraph.     According  to 
this  system,  the  line  is  divided  into  portions,  the 
length  being  determined  according  to  the  amount 
of  traffic  and  the  frequency  of  trains ;  a  signalman 
is  placed  at  the  extremity  of  each  portion,  with  a 
simple  description  of  telegraphic  instrument,  and 
no  train  is  allowed  to  enter  any  one  of  these  por- 
tions until  the  preceding  train  has  passed  off  that 
portion.     A  special  telegraphic  wire  must  be  ap- 
pointed to  this  service.f    This  system  is  in  use  on 
almost  all  railways  for  workmg  the  traffic  through 
tunnels.     Accidents  from  collision  between  trains 
following  each  other  on  the  same  line  of  rails  have 
been  attended  in  some  cases  with  very  serious  re- 
sults, in  consequence  of  the  Companies  not  having 
enforced   the  plan  of  [  lacing  a  break   var  in  the 
rear  of  the  train.     This  was  particularly  exempli- 
fied in  the  accident  at  Strafian,  on  the  Qreat  South- 
em  and  Western  Railway  in  Ireland.     The  acci- 
dents on  single  lines  appear  to  have  been  numer- 
ous during  the  past  year,  and  to  have  been  due  to 
insufficient  regulations.  A  single  line  to  be  worked 
safely  requiresto  be  worked  under  very  special  regu 
lations,  and  those  regulations  are  such  as  to  be  in- 
compatible with  running  a  large  number  of  trains. 
Of  the  systems  in  use  for  working  single  lines, 
those  which  would  appear  to  be  best  adapted  for 
ensuring  absolute  safety  from  collisions  are,  that 
either  one  engine  should  draw  every  train  moving 
on  the  single  line,  or  portion  of  a  single   line,  or 
that  one  particular  man  should  accompany  every 
engine  or  train  moving  over  it.     Several  single 
iiOM  of  railway  have  been  worked  by  the  electrio 


telegraph,  but  the  safety  of  this  system  depends 
upon  the  responsibility  as  to  the  starting  of  trains 
being  very  clearly  defined  ;  and  one  of  the  causes 
of  the  accident  which  occurred  on  the  Bucking- 
hamshire Railway  at  Oxford,  was  the  want  of  a 
clear  responsibility  as  to  the  use  of  the  electric 
telegraph  having  been  fixed  upon  individuals.  A 
careful  consideration  of  the  several  accidents  will 
show  that  many  have  .arisen  from  the  want  of  in- 
dividual responsibility.  In  many  cases  the  respon- 
sibility has  not  been  clearly  defined  in  the  rules  ; 
and  in  other  cases  it  has  not  been  practically  en- 
forced, and  hence,  in  many  accidents,  evidently 
due  to  positive  errors,  the  blame  cannot  be  fixed 
upon  individuals.  In  the  case  of  two  accidents 
which  occurred  last  year,  attended  with  fatal  re- 
sults, the  coroners'  juries  returned  verdicts  of 
"  manslaughter"  against  superior  officers  of  the 
Companies :  but  in  neither  of  the  cases  were  these 
verdicts  sustained  in  the  courts  of  law. 
I  have  the  honor  to  be, 
Douglas  Galton,  Capt.  Royal  Engineers. 


t  This  method  of  working  has  been  adopted  on 
the  South  Eastern  Railway   under  the  direction 
of  Capt.  Barlow,  the  Superintendent  of  the  line. 
— Herapath. 

Pr*daetlom  of  tlie  Preele«s  Ketala. 

The  following  will  exhibit  the  annual  product 
of  the  precious  metals  at  different  periods . — 
1800. 

Total. 

$41,891,621 

5,000,000 

3,188,346 

2,460,000 


Countries 

Gold. 

Silver. 

America. . 

.89,000,000 

$32,891,621 

Europe . . . 

.    1,000,000 

4,000,000 

Asia 

.    3,188,349 

Africa,  &< 

:.   2,060,000 
$15,238,346 

400,000 

Total.. 

$37,292,621 

] 

1842. 

America. 

.$9,124,653 

$29,847  ,%8 

Europe... 

.  11,417,698 

7,466.218 

Asia 

.    8,243,429 

767,69« 

Africa,  Su. 

;.   2,664,387 

476,837 

Total.. 

$31,440,067 

] 

$38,647,614 

[848. 

America. . 

.$9,700,000 

$29,120,000 

Europe . . . 

.  20,960,000 

7.280,000 

Asia 

.  12,901,060 

4,100,000 

Africa,  dbc 

..   2,610,000 

$62,629,867 

$38,972,616 

18,873.816 

9,011,025 

3,130,224 


$69,987,681 

$38,820,000 

28,230,000 

17,001,060 

2,610,000 


ToUl..  $46,161,060 


$86,661,060 


$40,600,000 
1861. 

America.. $94,434,365     $29,218,467  $123,652,822 

7,659,368       29,142,637 

4,640,766       18,878,414 

3,500,000 

5,000,000 


Europe...  21,583,269 

Asia 14,237,668 

Africa,  &c  3,600,000 

Australia.  5,000,000 


Total.  $138,766,282  $41,418,691  $180,173,873 
1863. 

America.  $109,156,748  $29,807,456  $138,964,204 

22,138,914  8,648,937       30,787,861 

19,847,668  5,197,218       25,044,876 

4,000,000  4,000,000 

96,000,000  96,000,000 


Eiu-ope. 
Asia .... 
Afi-ica . . 
Australia 


Total.  $261,143,820    $43,653,611  $294,796,931 
The  following  will  exhibit  the  annual  prodmct 
of  the  precious  metals  at  Tarioua  perioda  prior  to 
those  named  above: —       '^•*^^.*  :•  ,;vy  ;'.'-> v:*-" 
1492....  $260,000  1600....  $11, 000,000 

1600.... 3,000,000  1700....    28,000,000 

It  will  be  perceived  from  the  above  that  Amer- 
ica, ever  since  its  discovery,  has  been  more  pro- 
dactire  than  any  other  country  in  the  precious 
metala.  The  Russian  mines  were  discovered  in 
1809,  but  were  not  extensively  worked  until  1848. 
The  California  mines  were  discovered  in  April 
1848,  and  the  Australian  in  February  1861.  Cal- 
ifornia is  the  largest  gold  predacing  conntry  in 
the  world,  the  amotmt  obtained  from  that  quarter 
in  1863  being  $99,864,763.     Until  the  discovery 


of  the  California  mines  the  quantity  of  gold  pro- 
duced in  America  had  become  nearly  station- 
ary. 

It  will  also  be  perceived  from  the  above  that 
the  annual  production  of  the  precious  metals  has 
become  neariy  six-fold  of  what  it  was  at  the  com- 
mencement of  the  present  century.  What  it  will 
be  at  the  commencement  of  the  next  century  he 
would  be  a  bold  man  who  would  venture  to  pre- 
dict. 

The  following  statement  will  exhibit  the  quan- 
tity of  the.  precious  metals  in  existence  at  various 
periods . — 

800....  $160,000,000  1700....  $2,615,000,000 
1492....  192.000,000  1800....  3,964,000,000 
1660....  320,000,000  1848....  «.488,000,000 
1600....  829,000,000  1853....  7,319,240,1« 
Of  the  latter  amount  $4,600,000,000  is  in  silver 
and  the  remainder  in  gold.  The  amount  of  coin 
in  the  world  is  estimated  at  $2,500,000,000,  the 
remainder  being  absorbed  in  watches,  plate,  jew- 
elry, &c.,  &c.  The  annual  depreciation  by  wear 
and  tear  of  coin  is  estimated  at  a  tenth  •(  one  per 
cent,  per  annum. 

Jonraal of  RaUrMUII^aw.         " '* 

IN    CONSEQ.DENCE    OP    ISSCINQ    STOCK    WtTHOVT     AO- 
THORITT.     .-— *i'  jA  tUt-ii-    w^i 

Much  doubt  and  controversy  in  reganl  to  tihis 
subject  prevails  at  present  both  in  the  "  street" 
and  in  the  Chamber  of  Commerce ;  nor  shall  we 
at  present  do  anything  more  than  to  attempt  the 
elucidation  of  those  principles  upon  which  the  ul- 
timate solution  of  the  question  referred  to  will  de- 

It  may  first  be  observed  that  by  the  charter  of 
the  New  York  and  New  Haven  Railroad  Company, 
enacted  by  the  Legislature  of  Connecticut  in  1844, 
it  was  provided  that  the  capital  stock  of  the  com- 
pany should  \ie  two  millions  of  dollars,  with  the 
privilege  of  increasing  the  same  to  three  mMions, 
to  be  divided  into  shares  of  $100  each, — which 
shares  arc  to  be  transferred  in  such  manner  as 
shall  be  directed  by  the  dy  laws  of  the  company. 

It  is  very  doubtful  whether  restrictions  made  by 
a  by-law  upon  the  power  of  the  general  agents  of 
a  corporation  is  a  matter  which  persons  dealing 
with  a  company  are  bound  to  notice.  In  the  case 
of  Wild  vf.  the  Bank  of  Passmaquoddy  (3  Mason, 
605,)  it  was  held  by  Justice  Story  that  a  cashier 
of  a  bank  has  prima  facie  authority  to  endorse,  on 
behalf  of  the  bank,  the  negotiable  securities  held 
by  it.  If  there  be  any  restriction  of  his  authority 
through  the  by-laws  of  the  bank,  the  court  held 
that  in  order  to  avail  itself  of  any  such  restriction 
the  bank  was  bound  to  show  that  the  plaintiff  in 
the  above-mentioned  case  hatd  been  duly  notified 
concerning  such  restrictions,  and  that  the  law  will 
not  presume  that  strangers  to  the  by-laws  of  cor- 
porations are  cognizant  of  them. 

But  Corporations,  like  natural  persons,  are 
bound  only  by  the  acts  and  contracts  of  their 
agents  done  and  made  within  the  scope  of  their 
authority,  as  fairly  proclaimed  to  the  public  or 
generaUy  tmderstood.  In  Cox  vs.  the  Midland 
County  Railway  Company  (3  Exchequer  B.,  268,) 
it  was  held  that  a  itatityn  master  or  other  servan 
of  a  railway  company  could  not  bind  the  compa- 
ny by  contracts  for  surg  al  attendance  on  injured 
passengers,  the  station  master  having  been  ap- 
pointed for  the  performance  of  a  distinct  and  li- 
mited service.     But  where  the  trustees  of  the  Pii- 
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'  grim  Society  of  Plymouth  were  authorised  by 
note  to  appropriate  the  funds  of  the  society  to  the 
erection  of  a  suitable  edifice,  and  were  required 
by  the  by-laws  to  manage  the  funds  of  the  socie- 
ty, the  trustees  thereupon  entered  Into  a  contract 
for  the  building,  and  having  exhausted  the  funds 
of  the  society,  and  there  remaining  a  debt  for 
which  they  were  personally  responsible,  voted  that 
the  treasurer  should  give  a  note  to  one  of  their 
number  who  had  paid  the  debt,  without  limiting 
in  the  vote  the  time  within  which  such  note  should 
be  given,  it  was  held  that  by  virtue  of  Iheir 
general  authority  to  manage  the  finances  of  the 
society,  they  had  power  to  give  the  note  at  any 
time  during  the  life  of  the  claim. — Hayward  vs. 
the  Pilgrim  Society  (21  Pick.,  270). 

y  In  fine,  if  a  coi-poration  entrusts  its  agent  with 
large  discretionary  powers,  any  party  dealing  with 
that  agent,  in  good  faith,  is  entitled  to  a  liberal 
interpretation  of  his  rights,  and  the  corporation 
will  not  be  easily  allowed  to  repudiate  the  obli- 
gations contracted,  however  treacherous  its  officer 
may  have  been. 


F'ro7n  the  Ilarlfoid    Times. 

New-H*iren    Rallruad  Fraud- Opiulontt    in 
Connccttcnt* 

Previous  to  1863  Schuyler  held  simultaneously 
the  office  of  President  of  four  important  Rail^pad 
Companies,  and  the  responsible  olBce  of  Treasurer 
in  as  many  more  ;  and  at  one  time  was  in  the  re- 
ceipt of  annual  salaries   amounting  to  more   than 
$25,000  in  the  aggregate.    In  this  strange  posi 
tion,  which  cerUinly  had  the  appearance  of  inor- 
dinate grasping  after  oflice  and   emolument,    it 
was  manifest  that  with  an  attention  so  divided,  it 
was  Btteriy  impossible  for  him  to  do  justice  to  any 
of  the   concerns  placed  under  his   charge.     The 
Norwalk  accident,  which  in    various   ways  ha.s 
damaged  the  New  York  and  Ne^v  Haven  Railroad 
Company  to  an  amount  exceeding   3i>oOO,000   was 
the  first  palpable  fruit  of  this  unavoidable  neglect, 
and  after  the  evil  had  been  done,  the  Legislature 
of  Connecticut  passed  a  law  virtually  restricting 
the  Presidency  of  Mr.  Schuyler  to  this  one  road. 
"  To  meet  the  requirements  of  this  statute,  all  his 
other  Presidencies  were  noininalli/  transferred  to 
the  nourishing  care  of  his  immediate  relatives  or 
subservient  tools. 

The  imputation  of  the  most  gross  and  culpable 
negligence,  to  say  the  least,  must  rest  upon  tlie 
other  Directors  of  this  Company,  having  permit- 
ted the  public  to  be  robbed  in  this  outrageous 
manner.  Why  was  it  that  they,  claiming  to  be 
sharp  and  experienced  men,  have  allowed  Robert 
Schuyler,  the  President  of  the  road,  to  issue  un- 
limited amounts  of  the  stock  itnlkout  ike  check  uj 
any  other  signature  except  his  own — they  well  know- 
ing all  the  time  that  he  was  a  Wall-street  specu- 
later  on  an  onormous^cale,  and  constantly  bor- 
rowing large  sums  of  money  ,at  high  rates  of  in- 
terest ?  The  public  will  hold  them  to  severe  ac- 
count for  this  gross  neglect  of  their  trust.  Two 
of  the  false  certificates  of  slock  were  for  5,000 
shares  each.  Who  was  the  party  that  took  thesi- 
»t»«5/er  certificates, and  where  was  the  vigulant  sus- 
picion which  every  man  of  common  sense  must 
have  felt  upon  seeing  them,  and  having  them  of- 
fered to  him  either  for  sale  or  hypothecation  1  It 
is  manifest  that  he  must  either  have  been  an  ac- 
complice in  the  villainy,  or  a  miracle  of  simplicity 
or  credulity  for  a  Wall-street  lUiin,  and  the  public 
must  decide  which.  It  is  stated  th.it  Schuyler 
has  praticed  the  same  fraud  upon  other  Com- 
panies, but  whether  upon  the  Hariem  or  Illinois 
Central,  or  both,  has  not  yet  publicly  transpired. 
The  crime  of  Schuyler  and  the  gross  negligence 
of  his  associate  Directors  will  cause  distress  and 
ruin  to  hundreds  who  have  invested  their  savings 
in  this  road.  For  a  less  crime  in  England,  Faunt- 
leroy  was  hung,  and  in  this  country  ofienders  are 
imprisoned  for  life  for  public  wrongs  of  a  much 


paler  dye.  It  is  a  reproach  to  Law  that  the 
greatest  criminals  should  so  often  escape  with  the 
least  punishment 

The  immediate  victims  of  this  crime,  the  stock- 
holders of  the  New  York  and  New  Haven  road 
have  been  truly  unfortunate.  No  concern  in  this 
country  has  been  so  vie  imized  and  plundered  by 
its  managers  from  the  start,  by  exorbitant  shaves, 
salaries,  squandering,  and  fraud.  By  the  lease  of 
the  Canal  Road,  a  dead  loss  of  S40,000  per  annum 
was  saddled  upon  the  Company  for  20  years  ;  to 
help'a  few  of  them  anagers  out  of  a  ruinous  invest- 
ment. Upon  a  careful  inspection  of  the  successive 
.annual  reports,  it  will  be  seen  that  the  road  has 
never  earned  the  dividends  it  has  paid ;  the  con- 
Hruction  account  in  stock  and  bonds  being  regular- 
ly increased  from  year  to  year  to  an  amount  much 
greater  than  the  dividends — proving  them  to  have 
been  paid  out  of  the  capital.  If  it  has  ever  really 
earned  anything  over  its  expenses  and  interest, 
which  is  very  donbtful,  it  has  been  regularly 
squandered  or  stolen  by  the  miinagers.  The  dir- 
ectors as  a  body  have  no  interest  in  the  welfare 
of  the  concern.  At  the  last  annual  election,  four 
leading  and  well-known  men  were  put  into  the 
direction,  one  of  whom  held  only  one,  another 
Mrce,  another /tfu;-,  and  another /c«.  shares  of  the 
stock.  Schuyler  was  present  at  the  meeting  with 
spurious  stock  and  proxies  and  put  these  men 
into  the  Board ;  not  as  his  tools  perhaps,  but  .is 
his  most  intimate  friends,  for  the  express  purpose 
of  suBt,iining  him  .and  making  him  President  of 
the  Company.  They  made  no  objections  to  being 
used  for  this  purpose.  The  necessary  fruit  of  this 
sort  of  man.»gcme«t  long  continued,  we  now  have 
not  only  ripe  but  rotton  rii)e  and  fallen  from  the 
tree,  in  shape  of  the  most  listounding  fraud  of  the 
century.  Tlie  history  of  this  road  and  of  the  other 
ro.ads  which  have  been  in  the  same  h.ands,  affords 
another  illustration  of  the  certjiin  ruin  in  store  for 
ail  similar  concerns  which  have  the  misfortune  to 
fall  into  the  fatal  grasp  of  a  family  clique  or  gang 
of  corrupt  and  dishonest  managers. 

On  the  supposition  that  only  $2,500,000  of 
spurious  stock  and  S"600,000  of  spurious  bonds 
have  been  issued, — which  may  prove  to  be  much 
within  the  truth — the  whole  stock  and  bonds  and 
floating  debt  of  the  New  York  and  New  Haven 
Railroad,  will  stand  at  the  enormous  sum  of  $8, 
250,000  for  about  60  niiles  of  railroad,  with  six 
miles  more  of  double  track  yet  to  construct,  at  a 
further  cost  of  S120,000.  Under  these  circum- 
stances, it  is  of  course  quite  impossible  that  this 
unfortunate  Comp.iny,  even  with  the  best  manage 
ment,  should  be  able  herwafter  to  earn  anything 
more  than  its  current  expenses  .and  the  interest 
upon  its  debt.  It  follows,  that  the  public  and  the 
dishonest  managers  have  obtained  the  whole  bene- 
fit of  this  useful  undertaking  while  its  stockhold- 
ers liave  been  stripped  clean.  It  c&nnot  be  too  much 
deplored  that  this  moral  and  honorable  State 
should  have  been  selected  .as  the  theatro  for  the 
en.actment  of  this  stupendous  and  unparalleled 
fraud. 

Frow  the  yew- Haven  Palladium. 

Some  of  the  Wall-street  papers  appear  to  have 
come  rather  hastily  to  the  conclusion  that  the 
holders  of  the  fradulent  stock  certificate  pledged 
by  the  late  President  anil  Transfer  Agent  for  his 
individual  liabilities,  .are  entitled  to  be  recognized 
by  the  Company  a-s  stockholders,  thereby  increas- 
ing the  capital  of  the  Company  from  $3,000,000  to 
«5,000,000. 

But  the  charter  of  .said  Company  Sec.  2,  pro- 
vided "  that  the  capital  stock  of  said  Company 
shall  be  iii2,00Q,000,  wiih  the  privilege  of  iucreaaing 
the  same  to  $3,000,000,  and  to  be  divided  into 
shar€;3  of  $100  each,  which  shares  shall  be  deemed 
personal  property,  and  be  transferred  in  such 
manner  and  at  such  places  as  the  by-laws  of  said 
Company  shall  direct." 

Neither  the  Directors,  or  stockholders  even, 
hiive  i)ower  to  increase  the  number  of  shares  be- 
yond the  prescribed  limit.  How  then  can  it  be 
claimed  that  an  agent  entrusted  with  the  dmty 
simply  of  attending  to  the  transfer  of  the  shares 


certificate  of  stock,  which  has  no  existence,  thereby 
effect  what  the  President,  Directors  and  Company 
have  no  power  by  their  charter  to  do  themselves,  or 
to  ratify  when  done  by  others  ? 

The  charter  of  this  Company  is  a  Connecticut 
charter,  and  the  supreme  Court  of  Errors  have  re- 
cently decided  that  the  Corporation  cannot  be  es- 
topped from  denying  the  validity  of  a  contract 
made  in  its  name  by  the  agents  of  the  Company, 
in  pursuance  of  a  known  public  usage,  if  the  con- 
tract was  one  which  the  charter  did  not  author- 
ize ;  even  though  the  consideration  for  the  con- 
tract had  gone  into  the  Treasury  of  the  Com- 
pany. 

It  is  understood  that  the  fradulent  certificates 
of  stock  hy[)Othecated  by  the  late  transfer  agent 
for  the  liabilities  of  the  firm  of  which  he  was  a 
member,  being  evidenced  only  by  his  own  signa- 
ture, were  issued  in  amounts  which  ought  to  have 
put  upon  his  guard  any  man  of  ordinary  prudence. 

A  STOCKHOLDER. 
From  the  New- Haven  Register. 

It  seems  to  be  supposed  in  Wall-street  as  a  mat- 
ter of  course,  that  the  unauthorized  certificates 
of  stock  issued  by  the  late  President  of  the  New 
York  and  New  Haven  Railroad,  must  b6  binding 
on  the  Company.  But  the  Supreme  Court  of  Con- 
necticut have  decided  in  the  late  dase  of  Hood  vs. 
this  same  Company,  that  they  could  not  be  holden 
for  any  engagement  of  the  Company's  officers,  not 
authorized  by  the  charter ;  no  matter  wheter  the 
person  dealing  with  their  officers,  knew  what  their 
powers  are  or  not.  As  the  charter  only  author- 
izes the  issue  of  $3,000,000  of  stock,  every  certi- 
ficate beyond  that  amount,  according  to  the  doc- 
trine or  Hood  vs.  the  Railroad,  is  outside  the  char- 
ter, and  of  course  beyond  the  power  of  any  officer 
or  agent  of  the  Company.  Should  not  the  pres- 
ent officers  beware  how  they  move  in  this  matter, 
without  consulting  those  immediately  interested  'I 
:..,.  t  .         MANY  STOCKHOLDERS- 


LiOuisvUIe  and  Nashville  Railroad. 

We  have  the  recent  report  of  th's  Company, 
which  from  its  voluminousncss,  makes  up  for  the 
lack  of  previous  favors.  The  greater  part  of  the 
Pamphlet  is  devoted  to  the  Report  of  the  Chief 
Engineer  of  the  Company. 

The  total  length  of  line  of  the  road  is  185>^ 
miles.  The  total  estimated  cost  for  graduation, 
masonry,  and  bridges ;  $3,436,624  ;  which  is  at 
the  rate  of  $18,526  i)er  mile.  The  estimated  cost 
for  superstructure,  equipment,  stations,  &c.,  is 
$4,070,000,  equal  to  $22,000  per  mile ;  total  cost 
$7,606,624,  or  $40,526  per  mile.  With  this  estima- 
ted cost  to  start  with,  it  will  not  be  extravagant  to 
put  the  Jirst  cost  of  the  road  at  $50,000  per  mile. 

The  line,  from  the  profile's  annexed  to  the  re- 
port, appears  to  be  a  fair  one,  especially  for  Ken- 
tucky ;  the  surface  of  this  State  being  exceeding- 
ly undulating. 

The  following  statement  .will  shew  the  c«8t  of 

the  leading  items ; 

Est'd.  cost. 
Earth  excavation,  (yards)      3,618,000    1,308,424 
Rock  "  "  963,800    1,010,926 

Masonry      "  (cubic  vards)        62,950       630,982 
Bridges  (feet)  5,276       167,910 

These  prices  appear  to  us  to  be  very  large,  but 
they  are  probably  rendered  less,  by  thekindof^AV 
which  the  contractors  are  to  get. 

Notwithstanding  the  above  estimates,  there  is  do 
reason  why  the  road  may  not  cost  a  much  larger 
sum.  As  the  contractors  are  paid  by  quantities, 
these,  for  aught  appears,  may  be  indefinitely  in- 
creased ;  so  that  the  above  report  may  furnish  no 
guide  as  to  the  eventual  cost  of  the  road  ;  the  Mays- 
ville  Road  was  estimated  by  the  same  Engmeer  to 


cost  $1,400,000.    This  amount  has  been  expended, 
authorised  by  the~ charter,  oaa  by  a  frauduleatj  yet  it  is  found  that  $800,000  are  still  wanting  to 
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complete  the  road,  owing  to  a  vast  increase  of 
qunutUks  over  the  Jirst  estimate.  A  similar  ia< 
crease  would  carry  the  cost  of  the  Louisville  aud 
Nashville  Railroad  to  more  than  S11,000,000,  or 
S60,000  per  mile. 

The  following  is  a  summary  uf  gradients  of  the 
Ro«d.  ■'■'■^■-  .."^  !^  ■      \  ':  -  ■■ 

Level 43.79  miles 

10  feet  and  under 10.62 

From  10  to  20  feet 30.99 

"     20  to  30  feet 23.01 

30to40fee^ 19.18 

40  to  50  feet 18,50 

50  to  60  feet 26.16 

69  to  70  feet 12.65 


II 
« 

M 

II 


(I 
If 

<l 


Total .- 185»^ 

Total  rise  going  south 2.514  feet 

Total  rise  going  uorth ....  ^ 2,554  " 

Total  rise  and  fall '. 5,008  feet 

The  total  curvature  is  4,127  degrees. 
The  total  means  provided  areas  follows:      ■ 
Stock  sub.  by  the  City  of  Nashville  5=984,600 

"       "  "     County  of  Hardin,  Ky.   300,000 

Warren,  "       300,000 

Hart,       "       100,000 

Sinip.son "       100,000 

Davidson,  Ten.  300,000 

Sumner,      "     300,000 

Individuals,      944,100 


favorable  grades  might  be  found.     The  evidence  ]  feet  a  circulation  of  pure  air  through  the  train,  as 
furnished  by  the  above  report,  taken  in  connection  it  passes  through  the  atmosphere,  by  preparing 


with  the  Cincinnati  line,  shows  that  the  Glasgow 
route  should  have  been  adopted.  One  road  from 
Glasgow  to  Nashville  might  have  been  made  com- 
mon to  both  lines,  and  the  consti  i..ction  of  some  80 
miles,  aud  the  exiHjnditurc  of  over  SS.OOOjOOOTii^ht 
have  been  saved.  The  public  would  then  have  i... ' 
one  prolitable  road,  instead  of  two  unj>rnJUubk 
oucs.  As  before  stated,  we  do  not  wish  to  inter- 
fere with  Kentucky  notions  of  propriety,  but 
."hould  the  Louisville  Company  ask  to  make  New 
Yorkers  participants  of  their  follies,  they  vill  find 
us  objecting  most  emphalicaUy. 
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Total $3,3280,700 

The  balance  to  he  raised  by  an  issue  of  mortgage 
botids. 

The  construction  of  the  above  is  eminently  call- 
ed for,  both  by  the  wants  of  the  people  upon  its 
line,  aud  of  the  whole  country.  There  is  no  /«,«' 
project  at  whose  success  we  should  more  rejoice. 
We  cannot  help  expressing  our  opinion,  however, 
that  the  Company  have  committed  two  blunders, 
which  will  materially  interfere  with  its  success — 
the  adoptiuu  of  the  G  feet  Gauge,  and  the  abandon- 
ment of  the  route  by  way  of  Glasgow.  For  the 
introduction  of  a  'iicw  gauge  into  Kentucky,  there 
is  no  apology.  Though  the  measure  may  be  a  popu- 
lar one  there,  it  will  eflfectually  cut  off  the  project 
from  any  assistance  from  this  quarter.  The  people 
of  New  York  are  not  going  to  put  their  money  into 
A  work,  which  adopts  the  raosteflectual  measures 
possible  of  driving  from,  instead  of  attracting  busi- 
ness to  itself,  aud  of  fostering  the  consti-uction  of 
rival  lines.  Whatever  effect  the  clap-trap  of  wide 
gauge  may  have  in  Kentucky,  it  vrou'i  take  out  of 
it.  If  the  people  of  that  State  are  prepared  to 
build  their  own  road,  with  their  own  money, 
they  may  commit  just  such  follies  as  suit  them; 
but  they  mast  not  hope  to  palm  them  off  upon 
others. 

Another  mistake  committed  is  in  the  location  of 
the  road,  by  which  Glasgow  is  avoided.  There  is 
to  be  a  Railroad  from  Ciucimiati  to  Nashville,  as 
well  as  from  Louisville.  The  Cincinnati  line  has 
already  reached  Lexington,  a  distance  of  100  miles 
aud  is  well  advanced  toward  Dausville,  some  35 
miles  further.  The  prolongation  of  this  line  u{K)n 
the  natural  and  convenient  route,  is  through  Glas- 
gow. This  place  which  is  80  miles  distant  from 
Nashville,  is  also  on  the  route  of  the  shortest  line 
from  Louisville  to  Niishville.  The  profiles  of  both 
routes  show  the  one  by  way  of  Glasgow,  to  be  a 
little  less  favorable  in  the  matter  of  grades,  than 
the  one  adopted  by  the  Louisville  Company,  but 
the  former  is  shorter,  and  we  presume,  cheajier. — 
We  think  it  altogether  probable,  many  equally 


For  Uie  American  Railroad  Journal. 
Car  VenUlator. 

I  have  just  been  reading  in  your  last  issue 
"  Waterbury  &  Atwoods  mode  of  car  ventilation." 
As  an  old  experimenter  in  '•  dustera,"  I  am  natu- 
rally interested  in  everything  of  the  kind.  As  a 
traveler,  passing  over  six  hundred  miles  of  road 
in  a  week,  and  every  week,  none  can  appreciate 
better  than  myself  all  improvements  in  excluding 
dust  from  the  interior  of  a  train;  but  I  must  con- 
fess that,  in  spite  of  the  certificates  of  the  AVut- 
galuck  train  to  the  cwitrary,  the  invention  of  a 
mode  to  free  cars  from  dust,  and  ventilate  them 
at  the  same  time,  is  yet  in  the  future.  As  regards 
Messrs.  W.  &  A.'s  mode :  supj»os«  you  are  seated 
in  the  Stu  car  of  a  train,  ail  the  air-currents 


channels  for  its  unobstructed  communication.     We 
cannot  see  therefore,  bow  the  reasoning  of  '  P.  Mi- 
ll." applies  to  these  cases  a*.,  all.  --■'■ 

Port  Dallioacle  and  Thorald  RallroaC 

We  learn  from  the  St.  Catharine  s  Poi7,that  the 
work  on  this  important  undertaking  goes  on  most 
energetically.  A  great  nmnber  of  men  with 
steam  excavators,  &,c.,  are  engaged  at  the  Port 
Dalbousie  terminus,  whore  the  deepest  catting 
will  be  required.  The  prospects  of  the  speedy 
completion  of  the  line  are  very  good.  The  con- 
tractor is  of  the  right  stamp,  and  is  pushing  things 
forward  with  great  spirit.  We  trust  the  entire 
road  through  to  Lake  Erie  will  soon  be  under  con- 
tract. 


Canandalf^aa  and  Slagara  FalU.R.R. 

The  following  is  the  new  Board  of  Directors  of  the 
£lmira,  Canandaigua  and  Niagara  Falls  Railroad. 
Simeon  Benjamin,  Alex.  S.  Diven.  Chas.  C.  Shep- 
pard;  Henry  B.  Bennett,  Wm.  Antis,  Amos  Jones. 
Solomon  Gillett,  Henry  Bradley,  James  Harris, 
Francis  W.  Paul,  Alfred  B.  Field,  John  S.  King, 
J,  r.  Giraud  Foster. 

Tcrre  Haute  and  Alton  l&allroad. 

At  the  annual  meeting  of  the  stockholders  of 
of  the  Terre  Haute  and  Alton  Railroad  Company, 
held  in  Shelby ville  on  Saturday,  the  24th  ult,  the 
following  persons  were  elected  Directors  of  said 
Company  for  the  ensuing  year:  viz.  Simeon  Ryder* 
Robert  Smith  D,  .C.  Huggins.  Chas.  Crufl.  Samuel 
VV.  Moulton.  Edwin  C.  Litchfield,   John   Stryker, 


William  H.  Russell,  Electus  B.  Litchaeld,  John  C. 
which  pass  you  arc  charged  with  the  odors  of  the  ^uraot,  John  F.  A.  Samford  John  B.  Jervis  and 
seven  cars  ahead.     All  the  effluvia  arising  from 


four  himdred  aud  twenty  closely  packed  human 
bodies  will  constitute  the  atmosphere  which  you 
breathe.  Take  a  seat  in  the  ventilator  of  oae  of 
our  theatres  on  a  crowded  night,  when  all  the 
foul  breatiis  of  the  audience,  and  odoriferencc  of 
boots  and  feet  are  passing  through,  and  the  com- 
forts of  W.  t&  A.'s  "  healthy  resi>iration  '  will  be 
appreciated.  The  true  ventilator  Is  a  misnomer 
when  applied  to  such  a  mode.  Experiments  made 
at  great  expense  during  the  summers  of  52  and 
'53,  have  established  the  fact  that  injectors  hav- 
ing a  capacity  to  each  car  greater  than  that  pro- 
posed in  the  modo  under  review  for  the  w/wle  train, 
have  proven  inadequate  to  create  a  pleasiug  at- 
mosphere, aud  repel  the  dust  from  the  least  open- 
ing of  the  windows  or  doors.  Even  the  "  Payie 
system,"  which  turned  the  whole  sides  of  the  cars 
into  exhausters,  aud  emptied  aud  roflUed  the  car 
thirty  times  in  one  minute  with  fresh  air,  was  con- 
demned because  the  cars  were  too  hot.  So,  gen- 
tlemen mventors,  the  field  is  yet  opcu  ;  but  let 
dear  bought  experience  first  whisper  to  you,  never 
hope  to  veutilate  .i  car  or  repel  dust  from  its  in- 
terior by  the  introduction  of  air  currents,  till  you 
can  m.ike  them  enter  with  a  great<;r  velvcUy  thau 
that  of  the  trains  motion. 

At«?  Vork,  Jalij  od,  1864.    '  •    -'■-:     P.  M.  H. 

The  confessions  of "  P.  M.  U."'  iire  interesting, 
as  coming  from  an  "  old  Experimenter"  in  that 
line,  but  he  will  jterinlt  us  to  suggest,  that  they 
would  be  more  to  the  purpose,  il'  his  experiments 
had  been  upon  tJje  same  principle  with  Messrs. 
Waterbury  &.  Alwood's  plan.  Ho  strove  to  inject 
the  air  iuto  each  car  .separately,  as  we  understand 
it,  which  is  simply  impossible,  unless  he  can  create 
a  current  as  strong  or  a  little  stronger  inside,  than 
that  formed  outside  by  the  onward  motion  of  the 
traiu  ;  while  both  Waterbury  &,  Atwood,  and  Mr. 
Lancaster,  by  their  plans,  merely  endeavor  to  ef- 


Hiram  Sanford.  At  a  meeting  of  the  board  held 
subsequently  on  the  same  day  Simeon  Ryder,  was 
reelected  Presidet  aud  Col.  0.  W.  Childs  was 
elected  Chief  Engineer.  ,•      •    -■■---■, 

LexInKton  and  Biff  Sandy  Railroad. 

At  a  meeting  of  the  stockholders  of  the  Lexiag. 
ton  and  Big  Sandy  Railroad,  the  following  per 
o>us  were  elected  Directors  lor  the  ensuing  year  ; 
Neal  McCan,  Fayette. 
Ben.  B.  Groom,  Clarke. 
Joseph  Bondurant,  Montgomery. 
J.  M.  Nesbit,  Bath.  v     = 

D.  K.  Weis,  Carter.  v'*^  • 

Dr.  Z.  Gushing,  Grc^enup.  -v.    vX 

Richard  Apperson,  Esq.,  was  re-elected  Presi- 
dent of  the  Board. 

The  report  of  the  President  and  Chief  Engineer 
saows  the  road  is  in  a  dourishiug  condition,  and 
rapidly  progressing  to  its  completion ;  there  being 
upwards  of  800  laborers  employed  on  the  same. 

CUe««peak«  and  Delaware  Can«l> 

The  Aunu^U  Report  of  the  Chesapeake  and  Del- 
aware Canal  Company  gives  the  receipts  from 
tolls  for  the  fiscal  year  ending  May  31,  1851,  at 
ii;246,  695,  02,  and  the  expenditures  at  t20U,  131, 
ij,  leaving  a  surplus  applicable  for  a  dividend  of 
$40, 563,  66'  lu  view,  however,  of  the  present 
CjanCial  wants  of  the  Company,  growing  out  of 
the  enlargement  ot  its  locks'  it  is  recommended 
'..bat  no  dividend  be  now  declared'  The  Company 
also  received  during  the  year,  from  interests,  divi- 
dends, rents,&>c.,  the  ftiTther  "aum  of  $16,429  Uti, 
making  the  total  yearly  revenue,  clear  of  interest 
and  expenses,  $  61, 992. 

The  SCeubenvlile  Railroad. 

liie  Councils  of  Pittsburgh  have  passed  an  ordi- 
.lance  subscribing  S300,OiOO  to  the  Pittsburgh  and 
Stubenville  Railroad  Company.  This,  it  is  said 
■  -ill  be  sutticent  to  secure  the  completion  of  the 
road,  the  work  on  which  is  '..  a  great  state  of  for- 
wardness. We  may  therfore  expect  if  the  Bonds 
jan  be  n  ;gociated  on  reasonable  terms,  which 
is  very  -liflScult  in  the  present  state  of  the 
money  market,  to  witness  the  completion  of  the 
work  in  the  shortest  possible  time.  It  is  very  desira- 
ble, in  a  road  constructed  principally  fh»n  the  pro- 
ceeds of  the  Bale  of  co^ty  and  city  funds,  that  it 


4t6 


AMmUCAN    RAILROAD    JOITRNAIi. 


should  be  prosecuted  with  vigor,  in  order  that  it  may 
begin  to  earn  something;  to  pay  the  interest.  If  the 
work  is  long  delayed,  the  interest  acconnt  be- 
comes a, very  formidable  item  of  expense. — Pitts- 
burg  Gazette. 


American   Railroad  Journal. 

SatnrdaX,  July  IS,  1854. 

Agent*  for  tlae  Jonraal. 

To  prevent  imposition  we  feel  constrained  to 
state  that  we  have  tw  regularly  authorised  agents  in 
this  Country.  To  persons  in  the  commission  agen- 
cy business  or  book  trade  who  remit  us  namos  of 
new  subscribers  with  the  price  of  subscription,  we 
allow  the  usual  commission  and  send  the  paper  as 
desired,  but  we  hold  ourselves  responsible  for 
the  acts  or  contracts  of  no  man  not  connected 
with  this  oflBco  and  regularly  authorised  by  us  to 
do  business  in  our  name. 

Persons  desiring  the  Journal  should  send  their 
address  directly  to  us  by  mail  and  may  also  re- 
mit their  subscription  to  this  office  in  bank  notes 
current  in  their  own  State,  unless  they  can  con- 
veniently procure  funds  of  this  State.  All  such 
remittances  will  be  duly  acknowledged  by  mai 
on  their  receipt.  Persons  receiving  accounts  of 
ther  indebtedness  to  this  oflSce,  will  oblige  us  by 
remitting  as   above,  at  their  earliest  convenience. 

■to«k  and  Money  market. 

The  Stock  Market  is  recovering  slowly  from  its 
recent  excessive  dacline,  though  it  is  still  very  un- 
settled. There  will  be  no  rapid  improvement,  till 
the  public  shall  have  the  results  of  the  investiga- 
tions which  are  now  being  made  into  the  affairs  of 
our  Railroad  Companies.  It  is  not  probable  that 
any  new  developments  will  be  made,  while  the  re- 
cent frauds  will  lead  to  the  adoption  of  precau-, 
tions  which  will  render  their  recurrence  impossible. 
The  lessons  that  the  public  have  received,  will  be  a 
valuable  one,  and  will  result,  we  hope  and  believe 
in  a  much  higher  tone  of  Railroad  management. 
Transactions  of  all  kinds  for  a  week  past  have 
been  principally  speculative,  though  the  excessive 
y  low  prices  must  soon  attract  buyers  for  invest- 
ment. 

•   The  following  table  will  shew  the  earnings  of 
Railroads  for  June,  as  far  as  received. 

2864. 

Michigan  Central 171,369 

Michigan  Southern 186,663 

Macon  &  Western 19,760 

Pennsylvania 227,662 

Chicago  and  Rock  Island 113,008 

Cincinnati  Hamilton  &.  Dayton  39,976 

New  York  and  New  Haven. . .  70,264 

Ogdensburgh 63,000 

Milwaukee  and  Mississippi 46,087 

Cleveland  and  Pittsburgh. 47,729 

Indiana  Central 27,260 

Ohio  and  Pennsylvania 82,069 

Hudson  River 128,073 

The  following  is  the  comparative  Bank  State 
ment  for  the  week  ending  July  8. 

July  8. 

Loans 88,347  281 

Specie 12,269  318 

Circulation 9,195  767 

Deposits 72,718  443 


1863. 

119,433 

148,946 

16,692 

166,978 

new 
32,308 
69,738 
48,000 
18,686 
36,826 

n<- w 
66,360 
94,978 


July  1. 
88,601  691 
11,130  800 

9,068  283 
71,487  934 


Railway  Sbare  List, 

Compiled  from  the  latest  returns — corrected  cr.-  ■.<  Wednesday — on  a  par  valuation  of  $100. 
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NAME  OP  COMPANY. 


N.H. 

tt 


Vt. 


Mass. 


II 
II 
II 
II 
II 


Arkansas  Hldland  Railroad  Co. 

We  learn  that  the  Directors  of  this  road,  reach- 
ing from  Helena  on  the  Mississippi  to  Little  Rock 
have  determined  to  put  the  first  ten  miles  of  their 
lino  under  contract  for  immediate  execution. 


Atlantic  and  St.  Lawrence.  ..Maine. 
Androscoggin  and  Kennebec. .      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .      " 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Passumpsic. . 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch 

Connecticut  River 

Eastern ; 

Fall  River 

Fitehburg 

New  Bedford  and  Taunton. . . 
Boston  and  New  York  Central 

Old  Colony 

Taunton  Branch 

Vermont  and  Massachusetts . . 

Worcester  and  Nashua 

Western 

Stonington 

Providence  and  Worcester. . . 

Canal 

Hartford  and  New  Haven 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F. . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie). . . 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga.... 

Rutland  and  Washington 

Saratoga  and  Washii^^n. . . . 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Erie  and  North  East 

Harrisbnrgh  and  Lancaster. . . 

PUladelphia  and  Reading 

Philad.,  Wilmington  and  Bait. 


II 
i( 
II 

R.  L 

II 

Conn. 


II 
II 
II 
II 
II 

N.  Y, 


II 
II 
II 
II 
II 
II 
<i 
II 
'  II 
II 
II 
II 

N.J. 
II 

II 

II 

Penn. 
II 

II 

II 

II 


160 
66 
72 
61 
20 
93 
36 
64 
82 
24 
16 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
56 
69 
29 
62 
68 
42 
67 
20 
74 
46 
11 
77 
46 
166 
50 
40 
46 
72 
110 
60 
66 
61 
62 
56 
54 
91 
132 
69 
50 
47 
36 
464 
144 
130 
95 
604 
118 
36 
23 
26 
60 
41 
82 
39 
96 
66 
46 
81 
63 
66 
20 
86 
96 
98 


.S 
1 

3 


1,538,100| 

824,8631 

1,073,6731 

1,366,5001 

285,747; 

1,649,278 

1,485,000 

2,078,626 

3,016,684 

717,543 

600,000 


2,973,700 
1,043,540 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


o  3 

o  a 

^  i 

tr* 


none. 


l,097,G0q 
2,480,000 
8,500,000 
1,500,0001 
392,000 


560,000 
2,429,100 
3,600,000 


6,973,700 
2,036,140 
2,620,981 
1,469,384 
713.605 
2,540,217 
1,486,000 
3,002,094 


700,000 


1,830,000 
4,076,974 
3,160,0001 
4,600,000 

421,960 
1,591,110 
2,860,000 
1,050,000 
3,540,000 

500,000 
1,169,228 
1,964,070 

250,000 
2,233,939 
1,140,000 
5,160,000 


1,467,500 

922,500 

2,360,000 


558,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,636 


206,190 
150,000 
402,826 
690,541 
180,000 
286,368 

1,192,976 
6,208 
191,600 
none. 
963,370 
295,038 
none. 

1,139,615 
194,446 

6,319,520 

,  467,700 
300,000 
600,000 
800,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,660,000 


872,000 


426,609   682,400 

687,000   400,000 

10,000,000  24,003,866 

3,740,515  7,046,395 

4,725,250  *  977,463 

1,875,148   516,246 

23,085,600 10,773,823 


1,679,969 

360,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 


6,000,0001 


661,214 
1,400,000 

673,500 

1,746,516 

5,577,467 

12,000,000 

1,600,000 


2,044,636 
4,111,345 
3,679,041 
4,860,754 

633,906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

529,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1.842,693 
9,953,268 


""I 

S«2 


254,743 
177,003 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
828,782 


132,646 


496,397 


Leased  to 
Recently 


1,791,999 
1,400,000 
3,160,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


2,969.760 
206,000 
131,000 
25,000 
400,000! 
940,000 
100,000 
700,000 
650,000 


128,000 

476,000 

1,600,000 

13,000 


713,227 


6,666,882 10,427,800 


2,899,166 


1,380,610 
2,596,488 
2,660,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,527,664 
6,102,936 
2,446,391 

33,859,423 

6,133.834 

633,598 

349,776 

774,495 

1,250,000 

1,832,946 

329,577 

1,043,367 

1,693,711 

4,327,4f»° 

1,220,326 

3,246,720 

2,379,880 

1,266,143 


434,699 
803,024 
509,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,659 
188,442 

90,315 
374,897 
159,738 
244,323 
182,398 
1,525,224 
240,572 
291,417 


639,529 
329,041 
69,629 
114,410 
806,713 


Recently 

267,661 

Recently 


Recently 


76,760 
74,241 


IT 
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21 
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o 
■tt 


a 
« 
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113,620  none 
80,053  none 
100,552  none 
6 


11,256  none 

79,669  none 

141,836  8 

66,266  5 

163,076  6 

6 

8 

none 

ncme 

.none 

266,5891  none 


61,513 


the  Vt.  Cient. 
opened.   I  none 

none 

114,098  6 
418,368 
226,63» 
413,289 

26,412 
102,0981 
310,8761 
126,689 
214,633 

46,839 

35,214 
122,866 

21,490 

13,144 

81,807 
746,736 
110,892 
120,892 


6 
4 

294,269110 
168,902 


428,178  7 
8 

none 
4 

none 
none 


opened 

116,965 
opened. 


opened. 


39,360 
23,496 


4,318,9621,800,181 
1,063,659:  338,783 
681,445  324,494 


205,068 


44,070 


480,137f  196,847 

92,3631  46,072 

Recently  lopened. 


213,078 

Recently 

173,646 

Recently 

Recently 

226,152 

n,!l88,386 

149,941 

603,942 

260,899 

118,617 


96,737 

opened 
136,017 

opened. 

opened. 
116,706 
478,413|10 


760,000lRecently 
1,702,523^  265,327 
17,141,98712,480,626 
8,067,2861  868.038 


79,262 

316,259 

124,740 

76,890 

opened. 

106,320 

1,261,9871 

641,76 


8 

6i 

7 

6 

4 

6 

8 

6 

7 
rxooe 
n(me 

8 
none 

6 

7 


s 

•c 


none 
none 


none 
none 

7 
none 

4 
none 


none 


none 

none 
8 


7 

10 

8 

6 


88 
80 
41 
96 
24 
27 

104 
86 
49 
88 

104 

*  •  •  • 

10 

21 
9 
51 

82 


87 
00 
77 
96 
40 
62 
77 
90 
841 
117 
50 
97  i 

iii 

60 
941 
68 
97 
66 
116 


83 

»  *  •  ■ 

40 
63 

•  •  •  • 

66 
130 


62i 

61 

44i 

28 

99 

144 

70 


30 

>  e  •« 

92 
148 

181 


126 
56 
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NAME  OF  COMPANY. 


Pennsylvauia  Central Penn 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Sasqaehanna. .     " 

Alexandria  and  Orange Ta. 

Manassas  Oap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 
Rich. ,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C, 

Oreenville  and  Colunlbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Gteorgia  Central Qa. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga. . .     " 
Covington  and  Lexington ....    Ky. 

Frankfort  and  Lexington " 

Louisville  and  FraiikfoH " 

Maysville  and  Lexington " 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveluid  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta. " 

Dayton  and  Western " 

Dayton  and  Michigan. " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

HiUsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .    " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati . .  " 
Lafayette  and  Indianapolis ...  " 
Madison,  Indianapolis  &  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central " 

Pacific Mo. 


a 
o 


260 
80 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


2 


9,768,166 


13,118,902 
1,660,000 


769,000 
1,372,324 

686,000 
1,000,00(J 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


191 

211 

101 

71 

60 

65 

93 

33 

88 

60 

80 

126 

38 

29 

65 


3,600,000 
4,000,000 
1,018,088 


686,887 


100 
147 
96 
136 
46 
61 
601 


40 
20 
36 
81 
87 
84 

167 
67 


187 


44 
64 
81 


131 
83 
90 
62 

169 
72 


186 


92 

316 
282 
88 


776,269 
879,868 
688,611 


836,000 
2,093,814 
1,430,160 

367,218 


1,979,100 
2,000.000 


3,027,000 


2,100,000 


810,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


760,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


o 

a 

9 


6,000,000 


6,677,103 


173,867 
200,000 

"563,666 
640,000 
469,150 
707,968 
120,000 

1,184,698 


600,000 
3,000,000 


418,187 

1,214 

163,000 


a 

04 


o 


13,600,000 


22,264,338 
1,660,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,106,467 
2,392,215 
3,645,266 
416,532 
2,965,674 


1,948,827 


2,033,420 
348,622 
413,673 


617,626 


227,693 


122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
610,038 


In  prog. 

7,002,396 
In  prog. 

3,466,879 


1,000,717 


160,000 


1,277,834 
In  prog. 

743,626 

In  prog. 

400,000|In  prog. 

In  prog. 

1,330,960 


641,000 
860,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 


660,000 


482,000 
1,000,000 
1,767,000 


2,460,000 


800,000 
26,000 


1,289,000 


1,241,800 
663,100 


4,000,000 


In  prog. 
In  prog. 
In  prog. 
684,902 


In  prog. 
3,279,908 


3,656,000 
2,000,000 


2,659,663 
In  prog. 

925,000 
In  prog. 


986,074 
934,424 
278,739 
59,690 
129,396 


178,642 


87,421 


432,682 


777,793 


321,793 


Recently 


In  prog. 
3,169,733 
1,855,000 
4,110,148 

In  prog. 


In  prog. 

(I 

1,310,062 
In  prog. 


1,869,932 


667,669 
640",6i8 


Recently 


Recently 
814,434 
287,606 


Recently 
Recently 


2,400,000 
1,863,019 


516,414 
106,944 


4,600,0001 


798,193 
216,237 
162,536 


72,370 


o 
a 


74,113'none 
113,256]  7 


99,077!  10 
42,736  none 
12 


163,898 


609,711 


636,608  8 
456,4681  7>^ 
149,960  9 

21,731  .. 

71,636  8 


76,079 


44,260: 


267,278  10 


483,46412 


200,%7 


opened. 


352,133 


10 


113,401  .. 


opened. 


opened. 
168,6121  10 


opened, 
opened, 
opened.  1.... 
268,075  10 
71,446  4 


600,000lln  prog.  !  473,648 
3,741,664  7,276,616il,200,922l 
8,977,668  8,618,606 11, 146,698 

non    In  progrea  1  Recently 


286,162 
686,929 
682,616 
opened 


17 
8 


m 


8 


97 


102} 

68 


77 

70 

40 

100 


60 
98 


126 

lie' 

•  •  •  • 

101 


63 
80 


46 

701 

88 


116 
66 


102i 
62 
76 


66 


111 


77J 
79 


107 


77i 


90 

76 


32 
108 


128 
100 
9H 


Tke  Harlcaa  aad  Hew  Haves  Frai 

There  has  been  nothing  yet  stated  to  show  that 
the  over  issues  of  the  New  Haven  stock  exceed 
$1,900,000,  though  this  sum  may  be  increased. — 
It  now  appears  that  Mr.  Schuyler  did  not  have 
control  of  the  bends  of  the  company. 

The  over  issues  of  Harlem  stock  by  Kyle  were 
6,000  shares,  of  a  par  value  of  S60.  The  bonds 
of  this  company  misapplied  amount  to  $80,000. 
The  total  loss,  estimating  the  stock  and  bonds  at 
par,  is  about  S380,000.  It  is  suted,  we  know  not 
with  what  truth,  that  the  Harlem  Company  will 
assume  the  over  issue. 


TaklBK  AmoMBU  of  Stock. 

We  learn  that  all  our  railroad  companies  are 
looking  into  their  affurs  to  see  how  they  stand. 
We  presume  the  scrutiny  will  be  general  and  the  - 
rough.  The  Erie  company  report  all  right  In  that 
quarter.  We  hope  to  have  equally  good  news 
from  others.  ! 


Mlcblg^an  Central  Katlroad. 

The  receipts  at  the  Michigan  Central  Railroa* 
show    the    following    result    for    the    past    six 


months : 

1862. 
December $64,481  40 

1863. 

January '.      37,437  79 

February 40,045  92 

March 59,469  06 

April 104,126  98 

May 136,202  60 

ToUl,  1853...  $440,763  64 
Increase  85  per  cent. 

1863. 
1st  week  in  June..   $30,343  37 
2d  week  in  June..      27,773  83 


Total $58,117  20 

Increase  two  weeks. 


1858. 

$80,094  29 

1864. 

60,502  95 

90,886  19 

113,267  71 

146,166  07 

200,020  02 

$689,429  23 
248,666  69 

1864. 

$46,378  69 

41,717  00 

$88,096  69 
29,978  49 

Is    tlie   New^  Haven  Cempanv  liable  for    the 
fraudnlent  iaauea  af  Its  Stack. 

The  liability  of  the  New  York  and  New  Haven 
Company  on  account  of  the  recent  fraudulent  is- 
sues of  its  Stock,  is  a  question  of  great  interest  to 
the  public,  as  well  as  to  the  parties  involved.  In 
the  present  instance,  the  rules  of  law  which  define 
the  nature  and  extent  of  the  powers  of  Agents, 
may  be  superceded  by  a  provision  in  the  Compa- 
ny's Charter,  limiting  the  Capital  Stock  to  $3,000,- 
000.  As  we  understand  it,  the  company  had  ex- 
hausted its  power  of  issuing  Stock,  consequently 
any  additional  issue,  made  in  good  faith,  would 
have  been  invalid.  If  we  aro  correct  in  our  premi- 
ses, therefore,  the  Schuyler  issue  is  not  worth  the 
paper  it  is  written  upon. 

But  were  it  competent  for  the  Company  to  make 
farther  issues  of  Stock,  it  is  still  doubtful  whether 
they  would  have  been  bound  to  acknowl- 
edge the  recent  over-issues.  The  doctrine,  "  facit 
per  alium,  facit  per  se,"  though  of  general  applica- 
tion, is  always  more  or  less  modified  by  the  cir- 
cumstances of  each  particular  case.  The  Agent 
cannot  transcend  the  authority  usually  delegated 
to  such,  nor  bind  his  principal  by  any  act,  not 
strictly  within  the  range  of  his  prescribed  or  cus- 
tomary duties.  A  clerk  in  a  retail  store,  theogb 
he  could  sell  by  piece  any  article  in  it,  and  pat  the 
money  in  his  own  pocket,  could  convey  no  title, 
should  he  attempt  to  sell  them  in  gross,  as  the  law 
would  in  such  case,  regard  the  purchaser  as  c/m. 
naissant  of  the  fraud.  Neither  could  a  clerk  in  a 
Dry   goods    establishment,    convey    a   title    to 
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the  property  sold,  by  receiving  Groceries  in  ex 
change.  To  bind  his  principal,  the  sale  or  act  of 
the  Agent,  must  strictly  conform  to  the  lujual  mode 
of  doing  basiness.as  any  deviation  from  this  mode  is 
cohsidered  as  notice  to  the  third  party,  that  the 
Agent  has  exceeded  his  authority. 

As  Transfer  Agent  of  the  New  York  and  New 
Haven  Railroad,  Mr.  Schuyler  had  a  duly  to  per- 
form, simply  ministerial  in  its  character.  lie  had 
no  authority  to  raise,  nor  did  he  pretend  that  he 
was  raising,  money  for  the  Company.  The  lender 
on  his  fraudulent  certiticates  did  not  supiMse  that 
be  was  dealing  with  the  Company,  through  Schuy- 
ler, as  Agent.  They  were  dealing  with  Schuyler 
as  pri)icipal.  Had  he  assumed  to  act  as  Agent,  he 
could  not  have  sold  the  first  share,  as  it  would 
have  at  once  been  known  that  he  acted  withont 
anthority.  What  he  was  offering  was  simply  flolcn 
pioperty.  Now  we  apprehend  that  a  storekeeper, 
or  watchman,  without  any  other  authority  than  the 
mere  guardianship,  cannot  acquire  by  tkcft,  and 
convey  a  competent  title  to  the  property  under 
Lis  charge.  Possession  may  be  evidence  of  title, 
Wnt,  as  is  well  known,  is  only  /^/•^w«/a<:te  evidence, 
and  may  be  rebutted  by  shewing  it  to  be  wrongful; 
so  that  the  purchaser  may,  aud  often  does,  buy  in 
good  faith  of  the  man  having  the  apparent  title,with- 
out  acquiring  one.  The  old  maxim  of  caveat  emptor, 
has  as  wide  and  general  <ipplicatiou  as  the  one 
quoted  at  the  commencement  of  this  article. 

For  the  Principal  to  be  bound  by  his  Agent,  the 
act  of  the  latter  must  be  strictly  within  the  scoi>e 
of  his  usual  and  acknowledged  office,  or  duty  ;  and 
the  contracting  party  must  suppose  himself  to  be 
dealing  with  the  principal,  through  the  Agent. — 
Now,  Mr.  Schuyler  had  not,  nor  did  he  assume  to 
have  authority  to  issue  Stock  on  behalf  of  the 
Company,  nor  did  the  purchasers  of  his  issiles  .sup- 
pose that  he  had,  or  that  thi-y  were  dealing  with 
the  Company.  If  he  stole  the  Stock,  they  have 
acquired  no  better  title  than  would  a  purchiiser  of 
a  hors  J  that  had  been  stolen. 

Itai'pears  to  us  that  the  holders  of  the  fraudu- 
lent it  sue  have  not  only  no  remedy,  save  against 
Schuyler,  Imt  th'it  the  largest  holders  of  it 
took  it  under  circumstances  well  calculated  to 
awaken  suspicion  and  put  them  on  their  guard. 
The  mere  fact  of  a  man  in  Mr.  Schuyler's  position, 
with  enormous  contracts  on  hand,  and  pres:?ed  for 
money,  as  he  was  known  to  be,  hawking  about  the 
street  single  certificates  of  Stock,  to  the  amount  of 
$500,000,  or  one-sixth  of  the  whole  authorized 
Capital  of  the  Company,  m  as  in  itself  sufficient  evi" 
dence  of  fraudulent  possession, and  the  parties  who 
took  such  certificates  under  such  circumstances, 
are  not  entitled  to  look  to  any  one  but  Schuyler 
Their  lossaa  are  to  be  regretted,  but  if  there  is  to 
be  a  loss,  we  conceive  it  more  just  that  it  should 
fall  upon  those  who  received  the  Stock  from  Mr. 
Schuyler,  than  upon  parties  who  had  no  fact  be- 
fore them  by  which  it  could  be  inferred,  that  a 
ft-aud  had  been  committed. 

Since  the  above  was  written,  we  find  on*l^fer- 
ence  to  the  Annual  Report  of  this  Company,  made 
to  the  last  Legislature,  and  sworn  to  by  Mr.  Schuy- 
ler, that  the  authorized  Capital  Stock  is  limited  to 
$3,000,000,  and  that  the  whole  amount  has  been  is- 
sued, previous  to  his  frauds.  This  fact  of  course 
releases  the  Company  from  all  liability  on  account 
of  Stock  issues.  If  they  are  assumed,  it  will  be 
\>f  A  voluntary  act  of  the  Compaar. 


Physical   Geography    of  tbe    State    of   Neiv 
York. 

By    Zerah    Colburn. 
general  features. 

Everv  successful  cttort  of  the  engineer  is  based 
upon  physiea!  science  In  proportion  to  his 
knowledge  of  this  ba-sis  must  be  the  success  of 
his  uflbrts.  In  carrying  great  lines  of  improve- 
ments over  the  surface  ofstat^;s,  perhaps  of  con- 
tinents, the  natural  features  met  in  his  course  are 
subjects  demanding  his  study. 

Economical  Geography,  based  upon  the  topo- 
graphy and  Physical  character  of  the  earth,  is 
one  of  the  most  useful  departments  of  physical 
science,  and  is  of  especial  importance  to  engineers. 
It  is  a  branch  of  science,  however,  which  has  nev- 
er been  popularized,  and  when  learned  from  ne- 
cessity, demands  extended  surveys  and  rcconnois- 
ances  or  the  part  of  cac,^  learner.  Were  it  reduced 
to  an  elementary  study,  and  taught,  with  proper 
illustrations,  in  our  common  shools,  it  would  drive 
out  the  whole  farce  of"  Geography,"  as  commonly 
taught.  It  would  educate  the  popular  mind 
upon  a  most  essential  subject,  aud  it  would  re- 
duce the  hazard  of  outlays  made  for  improvements 
on  tiie  surface  of  the  soil.  It  would  attract  num- 
bers and  wealth  directly  to  those  spots  best  suit- 
ed for  any  given  employment,  and  it  would  there- 
by destroy  many  hurtful  local  prejudices. 

fjueh  a  science  would  embrace  the  extent  and 
disposition  of  the  natural  surface,  its  elevations 
and  depressions,  its  water  drainage,  hydraulic 
[>owcr  and  natural  moisture ;  its  seasons,  its  crops 
and  minerals ;  its  atlaptatiou  for  improvements,  and 
especially  for  commercial  channels;  as  well  as 
many  minor  conditions  naturally  embraced  in 
such  a  consideration.  Upon  the  natural  condi- 
tions of  the  Earth  wo  might  thus  establish  a 
science  of  natural  and  economical  geography,  as 
opposed  to  the  artificial  and  political  system  now 
taught. 

A  minute  knowledge  of  economical  geography 
would  be  a  good  test  of  the  value  of  proposed 
improvements.  It  would  indicate  to  the  engineer 
the  proper  route  for  a  railroader  canal,  and  would 
be  a  basis  of  correct  opinion,  on  the  part  of  the 
merehaui  or  capitalist,  as  to  its  success  when 
built.  An  ignorance  of  the  conditions  of  a  good 
route,  aud  of  the  amount  of  accommodation  ne- 
cessary for  a  given  business,  has  worked  great 
losses  in  many  cases  to  communities  who  have 
undertaken  the  construction  of  railroads  and 
canals.  The  States  of  Pensylvania  and  Maryland 
arc  cases  in  point  in  the  sacrifices  they  have  oiade 
upon  their  respective  water  lines.      ,      ,v       ' 

For  convenience  of  description,  and  which,  with 

a  map,  cannot  be  misunderstood,  the  state  of  New 
York  may  be  said  to  form  a  great  triangle,  nearly 
equilateral,  and  of  an  average  length  of  32-3  miles 
to  the  side.  One  of  the  angles  of  this  figure  lies 
upon  the  best  ocean  harbor  in  America,  while 
from  the  tide  water,  reaching  inland ,  to  the  great 
lake  basin,  a  less  distance  is  interposed  than  in  any 
other  part  of  the  United  St;ites. 

Did  the  political  boundary  of  New  York  coin- 
cide with  what  should  be  the  natural  outlines  of 
a  great  and  independent  State,  and  such  is  very 
nearly  the  case,  we  should  infer  that  each  of  the 
three  sides  of  this  triangle  would  lie  mostly  upon 
water  lines,  and  that  three  ridges  of  natoral  eleva- 


tion would  unite  in  the  centre,  with  their  extre- 
mities reaching  out  to  the  angles.  Such  a  forma- 
tion would  establivh  a  symmetry  of  surface. 

The  character  of  such  elevations,  aud  the  incli- 
nations of  th^eir  several  slopes,  would  of  course  be 
modified  by  the  elevations  aud  directions  of  the 
marginal  water  lines. 

We  find  on  the  eastern  side  of  the  triangle  a  na- 
vigable water  line  for  190  miles,  parallel  and  near 
to  the  political  boundary  of  the  State.  Continu- 
ing northward,  a  navigable  lake  with  a  northern 
outlet,  completes  with  little  interruption,  tho great 
eastern  water  line.  On  the  north  west,  the  waters 
of  the  great  lakes  and  of  the  St.  Lawrence  com- 
plete an  uninterrupted  and  natural  boundary. — 
On  the  south  and  south  western  sides  of  the  trian- 
gle, thOj  waters  of  the  Delaware,  Susquehanna, 
Chemung,  and  Cauisteo  either  coincide  with  or 
lie  near  to  the  political  boundary.  It  is  only  upon 
this  boundary  that  any  considerable  natural  diffi- 
cnlties  exist^to  our  easy  commuuicatiou  with  the 
city  of  New  York,  which  is  at  the  marine  angle  of 
our  assumed  .figure.  The  interposition  of  the  ta- 
ble land  of  the  Mississippi,  at  the  western  extre- 
mity of  tho  State,  and  of  the  Alleghany  range 
across  instead  of  paraUcl  to  what  would  other- 
wise be  the  natural  drainage  of  the  south  eastern 
part  of  the  State,  serve  to  break  the  continuity  of 
the  southern  water  border. 

With  this  reference  to  the  external  cynclinal  or 
lowest  boundary  lines,  we  commence  upon  the 
elevations.  The  anticlinal  or  summit  lines  of  the 
interior  proceed  with  considerable  regularity  from 
the  northern  and  southern  angles  to  the  centre  of 
the  State.  Those  proceeding  from  those  extremes 
are  tho  most  strongly  marked  by  their  elevations. 
Instead  of  uniting,  these  ridges  are  separated  at 
tho  centre  of  tho  State  by  a  great  natural  depres- 
sion, of  which  we  shall  speak  hereafter.  The 
western  spur  is  less  strongly  marked  by  elevation 
or  continuity ;  and  after  skirting  the  head  waters 
of  the  interior  lakes  it  subsides  into  the  high  ta- 
ble lands  which  are  drained  by  the  tributaries  uf 
the  Mississippi.      '    •  .• :  .    .-.  i^  | f-rOr: . tMfA'%.yn; 

These  three  spurs,  radiating  from  tbe  centre  of 
the  State,  are  properly  the  independent  mountain 
system  of  New  York,  and  are  unconnected  with 
the  great  Alleghany  range  of  the  country.  This 
range,  however,  extends  across  the  southern  part 
of  the  State,  having  the  same  general  range  which 
marks  it  in  Pennsylvania  and  Virginia.  In  the 
course  of  this  range  in  New  York  it  turns  the  De- 
laware river  into  Pcuusylvania,  aud  thereby  in- 
tercepts a  drainage  which,  hxit  for  this  physical 
formation,  might  have  reached  tide- water  at  Tap- 
pan  Sea  on  the  Iludsou.  It  also  turns  tho  fiauk 
of  the  Catskill  mountains,  distorting  their  course 
by  its  own,  and  creating  a  drainage  nearly  oppo- 
site in  direction  to  that  of  the  Hudson  river. 

The  Hudson  river,  however,  completely  pene- 
trates this  range,  and  afibrds  a  navigation  to  the 
table  land  beyond, — a  communication  which  i$ 
nowhere  else  found  from  the  Gulf  of  St.  Lawrence  to 
the  alluvial  approaches  of  the  Mexican  Gulf.  The 
St.  j^  John's,  Penobscot,  Kennebec,  Androscoggin, 
Merrimac,  Connecticut,  Delaware,  Susqjehanna, 
Potomac,  James,  Ronaoke,  Pcedee,  Santee,  Sa- 
vannah, Altamaha,  Chattahoochee  and  Alabama 
rivers  nowhere  afibrd  a  navigable  pass  through 
the  Alleghany  range,  bat  have  their  sources  upon 
its  summits  or  eastern  slopes.    I'he  Hudson  is  the 
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only  river  which,  passing  entirely  through,  has  its 
sources  upon  an  independent  elevation  beyond. — 
When  i^  is  considered  how  commerce  follows 
"  tide-levels,"  the  roZit*  of  the  pass  at  the  "  High- 
lands of  the  Hudson"  may  be  inferred. 

East  of  the  Hudson,  the  AUegbanies  or  "  High- 
lands" shoot  immediately  up  to  a  higher  elevation 
than  for  several  miles  on  the  west  side,  and  pass 
into  Connecticut,  extending  thence  through  Ver- 
mont and  New  Hampshire  into  Canada.         ,  • 

The  Mississippi  table  land  of   Western  New 
York  is  another  extensive  as  well  as  ii?  dependent 
division  of  the  interior  elevation  of  the  State. — 
The  eastern  boundary  of  this  tract  is  nearly  upon 
the   county  line  between  Alleghany  and  Steuben, 
while  it  extends  north  as  far  as  to  the  summit 
drainage  of  Cattaraugus  creek.     This  table  land  is 
generally  from  1550  to  2000  feet  above  the  ocean, 
but  it  has  an  irregular  surface  drained  by  streams, 
running,  in  some  cases,  in  opposite  directions.     It 
is  at  the  north  eastern  extremity  of  the  extended 
plateau,  dividing  the  waters  of  the  Mississippi 
from  those  of  the  St.  Lawrence  basin.      Towards 
the  latter  it  breaks  off  abruptly,  but  to  the  South 
it  8loi>es  with  gentle  descent,  so  that  a  navigation  is 
had  from  Oleau  Point,{2,300  miles  to  the  mouths  of 
the  Mississippi,  with  no  interruption  except  at  the 
Falls  of  the  Ohio  al  Louisville.     This  summit-pla- 
teau  has  less   and   less   elevation   as  it   extends 
westward.     The  natural  summit  between  the  wa- 
ters of  the   Alleghany  and  Genesee  rivers,  near 
the  village  of  Friendship  in  Alleghany  County,  N. 
Y.,  as  found  by  Charles  Ellet,  jr.,  is  1,678  feet 
above  the  ocean  level.    Olean  Point,  on  the  Alle- 
ghany, as  found  by  the  same  engineer,  is  1,403 
feet,  and  Chautauquc  lake,  further  west,  1,306  feet 
above  tide.     The   natural  summit  between   Con- 
neaut  lake  and  the  harbor  of  Erie,  Pa.,  is  eleva- 
ted 1,0'J5  feet.     That  in  Ohio,  between  the  waters 
of  the  Muskingum,  running  to  the  south,  and  the 
Cuyahoga  to  the  north,  is  990  feet,  the  summit  of 
the  Ohio  canal  at  Akron  being  973  feet.    Between 
the  waters  of' the  Sandusky  and  Scioto  the  natu- 
ral summit  is  923  fiet ;  between  those  of  the  Mau- 
mee  and  Wabash  745  feet ;  while  the  natural  sum- 
mit between  the  Illinois  river  and  Lake  Michigan 
is  610  feet,  or  only  32  feet  higher  than  the  sur- 
face of  the^lake  itself     At  one  point  between  the 
two  waters  last  named,  a  depression  occurs,  redu- 
cing the  summit  to  only  8  feet  above  the   lake, 
and  at  which,  with  a  level  cut  of  less  than   one 
mile,  the  waters  of  Lake  Michigan  would  flow  in- 
to the  Mississippi. 

The  varietj)  of  the  surface  of  our  State  invests 
its  physical  geography  with  more  interest  than  at- 
taches to  any  other  part  of  the  country  east  of  the 
Mississippi.  The  strong  contrasts  of  the  physical 
features  of  the  State,  the  disposition  of  the  sur- 
face, and  its  relation  to  the  geographical  structure 
of  the  great  valley  and  basin  of  the  great  lakes, 
incontestibly  prove  that  New  York  must  forever 
be  the  principal  commercial  highway  between 
the  west  and  the  seaboard.       ,.    '  v^;,-.  ^^^j.  y  .<-. 

Before  dealing  in  dry  figures  and  statics  'at 
topography,  it  is  proper  to  allude  to  the  effects  of 
elevation  upon  the  capacity  and  economy  of  com- 
mercial rontes. 

The  absolute  riso  and  fall  or  undulation  of  a 
railroad  governs  the  cost  of  transportation  more 
:    strongly  than  the  rale  of  Us  gradients.    So  with  a 


road,  every  fifty  feet  of  rise  or  fall,  equally  distri- 
buted or  nearly  so  in  each  direction,  is  equivalent 
by  its  expenses  to  the  cost  of  working  one  mile  of 
additional  level.  The  Philadelphia  and  Pittsburgh 
line  has  about  5,600  feet  of  uadulation,  equal  to 
over  110  miles  of  level.  The  Boston  and  Albany 
line  has  over  4,000  feet  rise  and  fall,  equal  to  80 
miles  of  distance. 

The  Erie  canal  has  but  620  feet  rise  and  fall, 
equal  to  only  124  miles  of  increased  length  in  a 
route  of  500  miles. 

For  heavy  and  bulky  freights  canal  transporta- 
tion is  cheaper  than  by  railroad,  both  channels 
having  equal  rise  and  fall,  and  both  working 
to  their  full  capacity.  No  practicable  route  ex- 
ists, however,  for  a  continuous  canal  between  tide 
water  and  the  lake  basin  except  through  the  State 
of  New  York.  The  same  remark  is  true  in  re- 
gard to  any  canal  betweeu  the  Atlantic  coast  and 
the  Mississippi.  ^ ,.-;  \ .      \  .    :  V" 

Where  every  othrr  route  of  improvement  cul- 
minates to  a  summit  betweeu  the  great  valley  or 
the  lake  basin  and  tid«  water,  that  of  New  York 
finds  its  summit  at  the  lake  itself. 

In  economical  geography,  therefore,  the  lines  of 
lowest  depression,  or  synclinal  axes,  arc  of  the 
greatest  interest.  With  such  lines  our  State  is  in- 
tersected in  directions  the  best  adapted  to  the 
movements  of  commerce.  In  the  number,  length 
and  continuity  of  such  lines,  New  York  has  no  ri- 
val in  any  seaboard  State  east  of  the  Mississippi. 
Let  us  compare  our  own  with  the  principal  west- 
ern routes  of  other  seaboard  cities. 

New  York  reaches  her  commercial  depot  on 
Lake  Erie  with  no  greater  ascent  and  no  greater 
expenditure  of  power  than  that  by  which  Boston 
gains  the  summit  of  the  Worcester  road,  within 
40  miles  of  her  own  harbor.  Philadelphia  en- 
counters a  summit  higher  than  the  surface  of 
Lake  Erie,  within  50  miles  of  the  Delaware  rvv  er. 
Baltimore  encounters  a  much  greater  elevation 
within  50  miles.  Georgetown,  with  its  Chesapeake 
and  Ohio  canal,  following  the  Potomac,  ascends  to 
the  level  of  Lake  Erie  at  Cumberland,  at  the  fwt 
of  the  great  Alleghany  slopes.  The  cities  south 
of  Richmond  reach  their  western  trade  over  much 
higher  elevations  than  exist  upon  the  New  York 
line.     The  Richmond  lines  ascend  3,000  feet. 

Tb»se  facts  and  considerations  impart  a  greater 
interest  to  the  topography  of  our  commercial 
routes.     Wo  may  now  examine  their  elevations. 

THE  EASTERN  WATER  LINE. 

This  water  line  is  level  with  the  ocean  fur  160 
miles.  For  the  next  50  miles,  the  canal  summit 
between  the  Hudson  and  Lake  Champlaio  is  bat 
134  feet  above  tide,  or  lower  than  the  dome  of 
the  Merchants  Exchange  in  New  York  city.  The 
descent  to  Lake  Champlain  is  but  51  feet,  the 
level  of  the  lake  being  80  feet  above  tide,  and 
having  a  navigable  outlet  on  the  north.  The 
eastern  water  line  is  therefore  a  virtual  connec- 
tion of  the  St.  Lawrence  with  the  ocean. 

THE  NORTH  WE.STERN  WATER  LINE. 

The  North  Western  Water  line  is  formed  by 
lakes  Erie  and  Ontario,  and  Niagara  and  St.  Law- 
rence rivers.  The  elevation  of  lake  Erie  is  565 
feet  above  tide,  of  lake  Ontario  232  feet.  Niag- 
ara river  descends  333  feet  in  36  miles.  The  St. 
Lawrenoe  descends  more  than  180  feet  between 
the  lake  and  Montreal,  80  feet  of  which  occar  at  the 


canal.    In  the  transportation  of  freight  by  rail- 1  Long  Sault  rapids,  opposite  Massena  in  St.  Law- 


rence county.  The  north  western  water  line  i  s 
part  of  the  great  chain  of  lakes,  covering  90,000 
square  miles,  having  a  navigation  of  over  3000 
miles  in  length,  and  draining  more  than  330,000 
square  miles  of  territory.  The  navigation  of  the 
St.  Lawrence  is  improved  for  vessels  of  130  feet 
keel,  26  feet  beam  and  10  feet  deptli.  The  des- 
cent of  the  Niagara  river  is  effected  by  the  Welland 
canal,  with  34  locks,  on  the  Canada  side,  while 
the  Niagara  ship  canal  will  yet  furnish  still  better 
facilities  on  the  American  side. 

Th'e  elevations  of  this  water  line  may  be  com- 
pared with  those  of  various  points  in  the  Ohio  val- 
ley. 

The  surface  of  lake  Erie  is  134  feet  beUno  low 
water  at  Pittsburg,  Pa. ;  Leccl  with  the  Ohio  *t  a 
point  10  miles  below  Marietta,  183  feet  oAope  low 
water  at  Cincinnati,  and  290  feet  above  the  mouth 
of  the  Ohio  at  Cario.  It  is  408  teei  b«low  the 
summit  of  the  Ohio  canal  at  Akron ;  211  feet  be- 
low Columbus,  0.,  21  feet  below  the  lowest  sum- 
mit between  the  Illinois  river  and  lake  Michigan 
and  62  feet  below  lake  Superior. 

On  the  east,  the  surface  of  lake  Erie  is  119& 
feet  below  the  highest  summit  of  the  Erie  road, 
1566  feet  below  the  summit  of  the  Pennsylvania 
road,  2055  feet  below  the  summit  of  the  Baltimore 
and  Ohio  road,  2189  feet  below  the  summit  of  the 
Alleghauies  al  the  crossing  of  the  surveyed  line  of 
the  Chesapeake  and  Ohio  canal,  and  1333  feet  be- 
low the  level  surveyed  for  tlie  tunnel  of  that  work 
through  the  AU^ghanies.  But  upon  the  line  of 
the  Erie  canal,  the  lake  is  itself  the  summit. 

The  surface  of  lake  Ontario  is  far  below  the  top 
of  Trinity  spire  in  New  York  city,  but  at  the  same 
time  is  125  feet  above  the  surface  of  the  Ottawa 
river,  with  which  it  is  connected  by  the  Rideau 
canal.  The  great  lakes  lie  upon  an  elevated  in- 
terior table  land,  sloping  away  on  all  sides  except 
against  the  Alleghauies. 

THE  SOLTHCRN  WATER  LINE. 

The  last  marginal  water  line  of  the  state  is  the 
Southern  and  South  western,  that  followed  by  the 
line  of  the  Erie  road.  Its  elevations,  where  it  ap- 
proaches or  coincides  with  the  political  boundary 
may  be  estimated  from  those  of  the  Erie  railroad 
track  where  located  upon  the  immediate  banks  of 
the  streams.     These  elevations  are  a&  follows : 

DcLiKare  Valley. 
Delaware  Station  436  feet. 

Deposit  997     " 

SusijuehMnna  Valley. 
Susquehanna  Depot         907  feet. 
Owego  814     " 

Elmira  b64    " 

Corning  921     " 

Uoruellsville  1139    " 

Between  the  Delaware  valley  and  tide  water  at 
Piermout,  the  highest  railroad  summit  is  896  ftM:t 
above  tide,  and  the  total  rise  and  fall  2S14  feet 
Between  the  Dolawaro  and  Susquehanna  vallles, 
the  railroad  summit  is  1366  feet  above  tid6,  and 
the  rise  and  fall  829  feet.  Betweeu  the  valley  of 
the  Cauisteo  and  lake  Erie,  the  highest  railroad 
summit  is  1760  feet  above  tide,  and  the  rise  and 
fall  3123  feet.  The  rise  in  the  Delaware  valley  is 
560  feet,  and  the  rise  and  fall  in  the  Susquehanna 
valley  730  feet,  making  a  total  rise  and  fall,  be- 
tween the  Hudson  river  and  lake  Erie,  of  8056 
feet. 

INTERIOR  DEPRESSIONS. 

Of  these,  the  Mohawk  valley  ia  one  of  the  moft 
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peculiar  and  importaut,  peculiar  because  it  breaks 

the  mountains  near  the  center  of  the  state,  where, 

from  the  external  water   lines,  we  should   expect 

o  find  the  highest  summits ;  and  important  be- 

'^'-teiue  It  is  the  great  natural  channel  between  the 

west  and  seaboard.     The  highest  elevation  of  the 

Erie  canal,  within  the  Mohawk  valley   is  425  feet 

above  tide,  while  on  the  south,   mountains  rise  to 

3804  feet,^  and  on  the  north,  to  6467  feet  above 

thu  ocean.     The   Mohawk  therefore  has  the  same 

relation  to  the  independent  mountain  system  of 

New  York  that  the  Hudson  has  to  the   Alleghan- 

ies,  it  penetrates  entirely  through.     As  the  vallies 

of  the  Mohawk  and  Hudson  are  united  a  route  is 

formed,  the  most  perfect  that  can  exist. 

■     The  summit  between  the   Mohawk  and  Oswego 

id  upon  the  same  plane  as  the  "  long  level'  of  the 

Erie  canal.     It  corresponds  with   the  crest  of  the 

Alleghanies  on  other  routes,  but  is   140  feet  ielow 

the  surface  of  lake  Erie.     Where  the   summits  of 

other  lines  ar6  from  one  quarter  to  nearly  one  half 

a  mile  a^ve  the  level  of  Erie,  the  church  spires  of 

Rome  and  Utica   are  lower   than  the   steamboat 

piers  at  Buffalo. 

The  principal  descent  of  the  Erie  canal  is  in  the 
Mohawk  valley  at  Little  and  Cohoes  Falls.  The 
lower  aqueduct  over  the  Mohawk,  just  above 
Coho«s  falls,  is  185  feet  above  tide  ;  at  Schenecta- 
dy the  canal  level  is  elevated  227  feet ;  at  the 
mouth  of  Schoharie  creek  291  feet,  at  the  foot  of 
Little  Falls  locks,  320  feet,  ascent  at  Little  Falls 
40  feet ;  elevation  of  canal  at  Qerman  Flats  386 
feet,  and  at  Utica,  and  thence  aluug  the  70  mile 
level  425  feet.  At  Syracuse  the  canal  descends 
26  fttet  into  the  basin  of  Onond;iga  lake,  and  a  few 
miles  beyond  it  rises  17  feet ;  or  to  a  level  of  416 
feet  above  tide.  At  Montezuma  it  locks  down  to 
its  lowest  level  in  the  Seneca  valley,  where  it  bos 
its  lowest  depression  in  the  Onlaiio  table  land,  viz. 
380  feet.  A  rise  of  120  feet,  of  which  24  f.?et  are 
at  Newark,  20  feet  at  a  point  west  of  Palmyra,  and 
37  feet  at  Brighton,  besides  other  locks,  raises  the 
canal  to  the  Genesee  level  at  Rochester.  This  level 
is  506  feet  above  tide,  And  is  about  65  miles  in 
length.  The  last  elevation  of  62  feet  at  Lockport 
places  the  canal  upon  the  level  of  lake  Eric,  568 
feet  above  tide. 

•  Such  is  the  topography  of  the  two  great  and 
peculiar  depressions  in  the  surface  .of  the  state, 
the  vallies  of  the  Hudson  and  Mohawk,  and  the 
table  land  of  lake  Ontario.  The  ada[>tation  and 
api)lication  of  these  depressions  to  the  purposes  of, 
commerce  are  without  parallel  in  the  topography 
and  history  of  any  other  seaboard  state. 

The  Erie  canal  crosses  two  lateral  depressions 
of  interesting  topography.  The  first  is  that  of  f.e 
outlet  of  the  interior  lakes.  We  have  seen  that 
the  lowest  depression  of  the  Erie  canal  in  the 
Seneca  valley  is  380  feet  above  tide.  Cayuga 
lake  is  elevated  407  feet  and  Seneca  lake  447  feet, 
giving  a  descent  of  the  latter  of  47  feet  at  Seneca 
Falls.  Crooked  lake  is  718  feet  above  tide,  giv- 
ing 271  feet  fall  into  Seneca  outlet,  and  creating 
a  water  power  in  the  neighborhood  of  Pehn  Yan. 
Canandaigua  lake  is  668  feet  above  tide.  Most 
of  the  interior  lakes  have  inlets,  flowing  from  steep 
hills,  giving  often  400  or  500  feet  fall  in  a  distance 
of  a  few  miles.  Catharines  creek,  the  inlet  of 
Seneca  Jakes,  descends  400  feet  in  15  miles,  afford- 
ing a  large  water  power  in  the  neighborhood  of 
jJ«ff«i30D.    Fail,  Cascadilla  and  Six  Mile  creeks 


also  afford  great  water  power  at  Ithaca,  near  their 
entrance  into  Cayuga  lake. 

North  of  the  Erie  canal,  the  Seneca  river  re- 
ceives the  overflow  of  Oneida  lake,  and  under  the 
name  of  Oswego  river,  descends  148  ftet  to  lake 
Ontario.  One  hundred  feet  of  this  fall  are  within 
a  distance  of  24  miles,  creating  a  vast  and  unfail 
ing  water  power,  drained  from  7000  square  miles 
of  territory.  ,  -^f-,  * 

The  Genesee  Valley  is  the  second  great  de- 
pression crossed  by  the  Erie  canal  line.  In  ap- 
proaching the  Genesee  from  the  east  the  canal 
ascends  a  sort  of  levee,  the  rise  at  Brighton,  near 
Rochester,  being  37  feet.  It  is  possible  that  the 
Genesee  formerly  entered  Lake  Ontario  at  Ge- 
rundegut  Bay  some  miles  east  of  Port  Genes- 
ee. 

North  of  Rochester  the  river  descends  250  feet 
through  the  several  "  Falls  of  the  Genesee." 
South  of  Rochester,  the  Genesee  Valley  Canal 
rises  95  feet  in  reaching  Mt.  Morris.  From  thence 
to  the  summit  above  Portage,  the  ascent  is  945 
feet,  or  1540  feet  above  tide.  It  is  also  978  feet 
above  lake  Erie.  This  canal  has  the  highest  sum- 
mit of  any  in  New  York,  but  as  the  work  will 
unite  the  waters  of  the  lakes  with  those  of  the 
Mississippi,  it  deserves  comparison  with  some 
other  works  built  for  the  s%me  purpose  in  the 
Western  states. 

The  Ohio  canal  summit  is  973  feet  above  tide, 
and  499  feet  above  the  Ohio  river  at  Portsmouth. 
That  of  the  Miami  canal  is  606  feet  above  tide, 
and  174  feet  above  low  water  at  Cincinnati.  The 
summit  of  the  Illinois  and  Michigan  canal  is  586 
feet  above  tide,  and  8  feet  above  lako  Michi- 
gan. 

The  character  of  the  upper  valley  of  tht  Genes- 
ee may  be  iufirnjd  from  the  fact  tiiat  the  great 
bridge  of  the  Buffalo  and  New  York  city  railroad 
cros.ses  it  at  Portage,  234  feet  above  the  water, 
with  a  length  of  less  than  900  feet.  About  100 
feet  below  this  bridge  the  river  falls  60  feet.  The 
head  waters  of  the  Genesee  are  on  the  table 
laud  of  Western  New  York,  already  described 

Some  of  thu  other  depressions  of  our  state,  suit- 
able far  business  routes,  are  the  Tioughnioga  and 
Chenango  vallies ;  the  depression  between  the 
Shawangunk  and  Cattskill  mountains,  forming 
th<  vallies  of  the  Neversink  and  Rondout ;  the 
northern  slope  of  the  Clinton  range,  and  in  the 
vallii's  of  nearly  all  of  the  principal  rivers  in  north- 
ern New  York. 

The  summit  of  the  surveyed  line  of  the  Syra- 
cuse and  Binghamton  railroad,  in  the  town  of 
TuUy,  18  J  miles  from  Syracuse,  is  about  1200  feet 
above  tide,  being  about  800  feet  above  the  diver- 
gence of  the  Oswego  and  Syracuse  track  at  Syra- 
cuse. South  of  Syracuse,  the  Binghamton  road 
will  ascend  this  summit  by  grades  of  53  feet  per 
mile,  lu  the  vallies  of  the  Tioughnioga  and 
Chenango  the  line  will  have  a  gentle  descent  to 
Binghamton. 

The  summit  of  the  Chenango  canal  is  1131  feel 
above  tide,  being  706  feet  above  Utica  and  303 
feet  above  Binghamton.  "".r"  '" 

The  summit  of  the  Belaware  and  Hudson 
canal  in  Sullivan  county  is  535  foet  above  tide. 

The  summit  of  the  Northern,  New  York,  rail- 
road, near  Chateaogay,  Franklin  county,  is  1154 J 
feet  above  tide,  the  track  at  Ogdensburg  being 
238k  and  at  Rouses  Point  88  feet  above  tide.   The 


whole  rise  and  fall  of  the  Northern  road  is  2580 
fteet. 

There  are  depressions  in  the  mountain  system 
of  Hamilton,  Herkimer,  Franklin,  and  Essex 
counties,  which  are  available  for  lines  of  improve- 
ment. From  near  the  centre  of  an  extended  pla- 
teau, occupying  the  northern  part  of  Herkimer 
and  Hamilton  counties,  four  natural  valleys  di- 
verge, nearly  at  right  angles  with  each  other. — 
These  are  the  valleys  of  the  Hudson  on  the  south 
east  i  of  Long  lake,  Fulton  lakes,  and  Moose  river 
on  the  south  west ;  the  Racket  on  the  north  west, 
and  the  Saranac  on  the  north  east.  The  general 
elevation  of  the  lakes  and  streams,  in  the  district 
fcom  whence  they  flow  in  opposite  directions,  is 
from  1,500  to  1,600  feet,  and  the  summits  of  any 
lines  run  from  Troy  to  Ogdensburg,  or  from 
Rome  to  Plattsburg,  would  probably  reach  2,000 
feet  above  tide.  One  of  the  surveyed  summits  of 
the  Saratoga  and  Sackets  harbor  railroad  at  Ariet- 
ta is  2,465  feet.  In  the  report  of  the  engineer  of 
the  work  just  named,  the  following  elevations  are 
given:    •     •  •:.    ■■■--■:■   •'' ^' ^/^  ?|;,.--  .t"?";;^;-^ , 

Feet 
636 
;.      594 
:    1.134 
a  1,464 
1,681 
1,617 
1,746 
1,776 
1,684 
.    1,672 
1,487 
1,567 
1,712 
1,600 


Hudson  river  at  mouth  of  Sacondaga 

Schroon 
Boreas 
Cedar 
Junction  of  Kock  and  Cedar  rivers 
Long  Lake         -        -        -       >    ■■^ . 
Racket  Lake         -        -        -  '     - 
Eighth  lake  o{  Fulton  chain 
Second  do.  •  • '•  •  ^'J^'^;*    .<--.• 
Outlet  of  Fulton  chain  in  Moose 
Mf>ose  river  at  Turin  Forks   - 
Upper  Saranac  lake 
Sanford  lake  -    •   «  ^     -   ;    , 

Tupper's  lake 

This  plateau,  compared  with  the  mountains  ris- 
ing from  its  eastern  side,  has  a  marked  depression. 
The  mass  of  mountains  rising  on  the  north  west 
of  Essex  coimty  is  of  greater  height  than  the 
White  mountains  of  New  Hampshire,  although 
Mount  Marcy,  the  principal  summit  of  the  former, 
is  767  feet  lower  than  Mt.  Washington. 

Mount  Marcy  is  5,467  feet  above  tide,  while 
around  it  are  a  large  number  of  moimtains  of 
above  6,000  feet  high.  As  an  elevated  mass  the 
Adirondack  mountains  are  unsurpassed  east  of  the 
Mississippi,  except  in  the  region  of  Black,  Roan, 
and  Grandfather  mountains  in  North  Carolina. 

The  highest  elevation  of  the  Highland  range,  on 
the  east  side  of  the  Hudson,  is  1,686  feet ;  of  the 
Shawangunk  mountains  1,866  feet,  and  of  the 
Catskills  8,804  feet. 

EASTERN    SLOPE    OF     THE    HUDSON    AND   CHAMPLAIH 

TALLIES. 

This  slope  is  of  less  interesting  character  than 
pertains  to  other  parts  of  the  State.     The  summit 
of  this  slope,  although  in  part  that  of  the  Tagh 
conic   range,  is,  in  chief,  that  of  the  Hoosic  or 
Green  mountain  ranges  beyond.    In  the  Cham-, 
plain  valley  the  Green  mountains  form  the  eastern 
slope.     The  elevations  of  the  highest  summits  ot 
these  ranges  are  popular  geographical  facts,  hot' 
the  lowest  occupied    passes  are  less    generallyl 
known. 

The  summit  of  the  Western  Railroad  in  Wash' 
ington,  Mass.,  is  1,450  feet  above  tide,  and  the 
elevation  of  the  track  at  the  State  line  911  ftet. 
In  the  tmmei,  Uuroogh  the  summit  which  se^ 
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rates  the  valleys  of  the  Hoasatonic  and  HudsoD, 
the  track  is  elevated  960  feet.  The  Troy  and 
Greenfield  road  will  be  able  by  the  excavation  of 
the  Hoosic  tunnel  (4  1-2  miles  in  length,)  to  pass 
the  summit  between  the  Connecticut  And.  fiodson 
at  about  860  feet.       \ ;      '     '-        i^v   "    ^     " 

In  Vermont,  the  Mount  Holly  summit  of  the 
Rutland  and  Burlington  railroad  is  1,420  feet 
above  tide,  and  1,340  feet  above  Lake  Champlain. 
West  of  this  summit  the  valley  of  the  Otter  creek 
gives  a  line  of  easy  descent  to  the  lake.  The  Ver- 
mont Central  Railroad  has  its  principal  summit 
in  the  back  or  second  range  of  the  Green  moun- 
tains, 56  1-4  miles  from  Lake  Champlain,  and  913 
feet  above  its  surface,  or  993  feet  above  tide. — 
From  the  eastern,  through  the  western  range 
of  mountains  to  the  lake,  the  Onion  River  valley 
has  a  continuous  descent.  By  the  side  of  the  rail- 
road track  it  is  nowhere  500  feet  above  the  lake, 
although  the  highest  summits  in  Vermont,  from 
4,000  to  4,280  feet,  are  close  on  each  side. 

The  Lamoille  and  Missisqui  are  the  only  other 
streams  breaking  through  the  Champlain  range  of 
the  Green  mountains. 

The  summit  of  the  Harlem  road,  in  the  north 
east  part  of  Dutchess  comity,  N.  T.,  is  769  feet 
above  tide.  '*  -  ••  -      ;  :- 

Such  is  a  somewhat  minute  sketch  of  the  pro- 
minent physical  features  of  New  York.  To  de- 
scribe all  would  require  a  volume.  Enough  has 
been  shown  to  prove  that  no  state  has  a  greater 
variety  of  surface,  and  that  none  is  better  adapt- 
ed for  the  operation  and  rapport  of  commercial 
routes.  Our  incomplete  view  has  not  included  the 
hydraulic  power  of  the  State,  excelled  in  no  other 
part  of  the  globe ;  the  great  number  and  capacity 
of  our  interior  lakes,  which  form  one  of  the  most 
remarkable  features  in  the  natural  distribution  of 
water ;  the  great  and  productive  table  lands  and 
vallies  of  rich  calcarions  and  argillaceous  soil ;  the 
quarries,  minerals,  and  other  natural  elements  of 
wealth  abounding  in  our  midst.  All  of  these  are 
better  known  than  the  topographical  material  we 
have  exhibited,  and  at  the  same  time  would  de- 
mand a  quarto  for  their  description.     ■;  -^  ,:,.-  ■ 


Nevr  Orl«»jiM  and  O^iu  R.alLr«»«l 

At  a  recent  election  for  Directors  of  this  road, 
held  in  Paducab,  the  following  individuals  were 
elected: 

Wm.  Sraedley,  E.  L.  Anderson,  L.  M.  Flourney 
Q.  H.  Morrow,  Henry  Enders,  S.  M.  Purcell,  R.  S. 
Ratclifi^,  W.  Thompson,  L.  S.  Trimble,  Rodney 
Case. 

After  the  election  had  been  held,  the  new  Board 
met,  and  proceeded  to  the  election  of  President, 
and  L.  S.  Trimble  was  ro  elected  without  oppo- 
sition,   •■r.rr  •: -:«M-v.    :•■■■■•-.'-   v^     •    -'-    ■  ■■  ■ 


Peoria  and  Oquaivka  Railroad* 

The  annual  meeting  of  the  stockholders  of  this 
road  was  held  at  Knoxville.  The  following  gen- 
tlemen were  elected  directors  for  the  ensung 
year. 

Fit*  Henry  Warren,  of  Burlington; 

W.  S.  Phelps,  of  Elmwood; 

G.  C.  Bestor,  R.Bouse,  P.  Sweat,  W.  Kellogg 
Frink,  of  Peoria; 

A.  H.  Danforth,  ol  Washington,      •; 

J.     Thomas,  of  Middleport. 


Bwflnalo  and  State  IjImo  ■.allroad. 

The  following  gentlemen  were,  on  the  27tfa  it 
elected  Directors  of  this  Board  for  the  ensuing 
year :  Alanson  Robinson,  George  Palmer,  Deau 
Richmond,  William  Williams,  Charles  U.  Lee, 
Henry  L.  Lansing,  Buffalo ,  Qeo.  W.  Patterson  , 
Westfield,  Chatauque  county ;  James  S.  Wads- 
worth,  Geneseo,  Livingston  county  ;  Joseph  Field 
and  Asa  Sprague,  Rochester :  Horace  White  and 
John  Wilkeson,  Syracuse,  Onondaga  county  .  Ho- 
mer Ramsdell,  Newburgh,  Orange  county. 

At  a  meeting  of  the  Directors,  Gteorge  Palmer 
was  re-elected  President,  and  Dean  Richmond. 
Vice  President.  ,-  ^ 

Sontb locate r a  Georgia  Railroad. 

At  a  recent  meeting  of  the  Board  of  Directors 
of  the  Southwestern  Railroad  Company,  petitioat 
from  Albany,  Eufala,  and  Fort  Gaines,  were  pre- 
sented, asking  an  extension  of  the  road  to  these 
several  points.  The  Board  deeided  to  defer  cod> 
sidering  the  question  of  extension  until  the  12Ui 
October  next,  when  they  will  meet  at  Americas  , 
and  at  which  time  the  people  of  Southwestern 
Georgia  are  invited  to  meet  them. 


Winslow^s  Puddlers^'Ball  Squeezer. 
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Grand  Rapids  and  Indiana  Railroad  Com- 
pany. 

The  following  are  the  officers  and  directors  of 
this  newly  organized  Company : — Joseph  Lomax, 
President ;  Wm.  H.  Campbell,  Secretary ;  Sylves- 
ter R.  Shelton,  Treasurer  i  Josiah  D.  Cook,  Chief 
Engineer ;  Geo.  Walker,  Resident  Engineer. 

Josiah  D.  Cook,  Joseph  Lomax,  of  Marion,  In- 
diana ;  Joseph  G.  Van  Horn,  of  Grant  Co. ;  Am- 
broze  W.  Henley,  Andrew  J.  Neff,  Amos  M.  Hack, 
ney,  Lewis  Baily,  J.  E.  B.  Rose,  Abraham  Stahl- 
N.  D.  Clouser,  George  8.  Howell,  Sylvester  R. 
Shelton.  and  William  Henley,  of  Hartford  City,  Di- 
rectors. 

This  Company  was  organized  Jan.  18,  '64,  with  a 
subscription  of  2200  shares  at  $25  each.  We  have 
spoken  of  it  previously  under  the  name  of  Indiana, 
Kalamazoo  and  Grand  Rapids  Railroad  Company. 
Though  the  name  at  the  head  of  this  article  is  the 
name  under  which  the  Company  w«8  chartered  ; 
the  office  of  the  Company  is  at  Hartford  city, 
Blackford  county,  Indiana. 

Bridi^lnC  tike  St.  I.awrenec. 

The  construction  of  the  tubular  iron  bridge 
across  the  St.  Lawrence  opposite  Montreal  has 
commenced.  One  of  the  immense  cofler-dams, 
made  of  timber,  in  which  the  piers  are  to  be  built, 
has  been  launched  and  towed  to  its  place,  and 
others  are  in  progress.     Some  1600  men  will,  it  is 
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THB  Subscriber's  Poddlers'  Ball  Squeezer,  or  Shingling  Machine,  has  now  been  in  use  for  several  years,  and  in  every  m 
has  given  unqualifled  satisfhction,  as  is  attested  by  many  Iron  maou&cturers  who  use  it  in  different  parts  of  the  country  aad 
in  England.  Its  advantages  are,  great  eicpeditioD  in  performing  its  work,  freedom  froni  breakagts*,  no  vaatage  qf  Iron  while  l>e- 
ing  compressed,  the  action  of  the  hammer  upon  tho  ends  of  the  ball  or  blooni  to  upset  it  whili!  being  reduced  In  It*  dianioter  .  and 
the  very  small  amount  of  power  required  to  work  it,  coupled  as  it  usualK  is  to  the  end  of  the  )«ll  ivUers  or  ftwye  train  Righta 
to  use  these  machines  can  be  had  by  addressing  the  Patentee,  who  will  likewise  cheerfully  xubiiiit  the  many  tcatiinoiuals  id  bin  |k» 
session  of  its  efficiency,  from  some  of  the  first  men  in  the  country.  J.  F    WINSLOW,   TVoy,  A''    V. 

Persons  residing  west  of  the  AUeghaoiea  can  be  fiirnisbed  with  information  in  relation  to  the  foregoing,  by  addretsing 

28tf  A    8    WiKBLOW,  Cincimati,  O 


Pboenlx  Iron. 

THE  subscribers  ha\-ing  made  extensive  additions  to  their 
Works  at  Pboaniiville,  are  now  prepared  to  receive  and 
execute  promptly,  orders  for  BAB  IRON,  of  their  own  manufca- 
tur^  waranted  equal  to  the  best  English  redned,  for  quality  and 
finlsD.  • 

They  also  continue,  as  usual,  to  flimish  T  and  tl  Rails,  of  any 
required  pattern  and  weight  ,  or  from  any  of  the  following  pat- 
terns, for  which  they  have  the  rolls  on  hand,  viz  :  weighing  per 
lineal  yaad-201b,  281b,  401b,  601b,  551b,  56Ib,  57Ib,  5«b,  601b, 
611b  and  641b,  of  the  T  patterns. 

481b,  691b  and  751b  of  the  V  pattern*. 

761b  Groove  Rail  for  atpeets.  :    '    v.-    */ 

Also,  a  superior  article  of  Wrought  Iron  Rolled  Chairs,  with 
continuous  lips,  7^  inches  wide  by  any  length  required-weighing 
IMIb  per  lineal  inch,  made  to  fit  exactly  the  flan^  of  Rails,  and 
eoBuring  a  most  perfect  joint. 

Also,  Rolled  Car  Axies^  of  superior  quality,  cut  to  leogth. 

Dealers  and  Railroad  Oompaoiea  desirous  of  contracting,  will 
pleaae  address. 

REEVES,  BUCK  &  Co., 

28.em  _  No.  46  North  Water  Street,  Philadelphia 


Railroad  Iron. 


i'XiHE  "  Montour  Iron  Company  "  is  prepared  to  execute  or- 
X  ders  for  Rails  of  the  usual  patterns  and  weights,  and  ol 
any  «jj^  J™rl»  not  exceeding  *^^P«I^ 


£ng^ine  Driver. 

WANTED  — A  Situation  by  a  Man  of  Great  Experwnce  in 
Engine  Driving  in  England— Can  prodnce  first  iat«  Teab- 
mooials— address,  post  paid.  Box  1833,  NY.  Postoffic*.     2etf 


Welded  Wronght  Iron  Tabes. 

THE  >^ubecriber8  having  lately  added  to  their  Cumbertaod 
Nail  and  Iron  Works  an  establishment  for  niakiii):  Wrought 
IroD  Tube».  are  now  prepared  to  supply  the  trade  with  tubes 
two  to  twelve  feet  in  length,  tUmisbed  with  screws  and  ferrates 
on  their  ends,  of  the  folk>wing  sizes — inside  diameter. 

^,     k,     S,     h,     h,    1,    l\.    l-i  afKl  2  SKsliOB, 
Warranted  and  fully  proved,  equal  to  the  best  Pipes  manD- 
factured. 

AD  orders  addressed  to  us  will  receive  prompt  attention,  aad 
liberal  discounts  from  the  list  of  prices  will  be  aUowed  to  lbs 
trade 

REEVES,  BUCK  &  Co., 
No.  45  North  Water  Street,  Pfailadelpliia. 
July  IS,  1854.  j&ta. 
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To  Civil  Engineers  and  Saiw 
veyors. 

'TRANSITS,  Level  and  Surreyori  ConipMses  |lanulBCtof«d  on 
A  tiie  most  improved  principls  and  of  tiie  Best  Quality 

by  THOMAS  HUNT, 
,^^  Mo.  M  rokon  a«tM(, 


"4." 
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DIVIDEND  NOTICE.— THE  SEMI-ANNUAL 
Interest,  falling  due  in  this  city  on  the  First 
Day  of  July,  on  the  following  named  Securities, 
will  be  paid  on  and  after  that  day  at  the  office  of 
the  undersigned  on  presentation  of  the  proper  Cou- 
pons, viz. : 

Bonds  of  the  State  of  Indiana,  for  Banking  pur- 
poses, -ssued  in  1834,  being  the  $1,300,000  loan  6 
per  cent. 

Bonds  of  the  City  of  Pittsburgh,  (Penn.,)  issued 
to  the  Ohio  and  Pennsylvania  Railroad  Company, 
6  per  cents. 

Bonds  of  the  City  of  Pittsburgh,  (Penn.,)  issued 
to  the  Pittsburgh  and  Connellsville  Railroad  Com- 
pany, 6  per  cents. 

Bonds  of  the  City  of  Allegheny  (Penn.,)  issued 
to  the  Ohio  and  Pennsylvania  Railroad  Company, 

6  per  cents. 

Bonds  of  the  City  of  Chillicothe,  (Ohio,)  issued 
to  the  Marietta  and  Cincinnati  Railroad  Company, 

7  per  cents. 

Bonds  of  the  City  of  Marietta,  (Ohio,)  issued  to 
the  Marietta  and  Cincinnati  Railroad  Company,  7 
per  cents. 

Bonds  of  the  City  of  Covington,  (Kentucky,)  .is- 
sued to  the  Covington  and  Lexington  Railroad 
Co.,  6  per  cents. 

Bonds  of  the  City  of  New- Albany,  (Indiana,)  is- 
sued to  the  New-Albany  and  Salem  Railroad  Com- 
pany, 7  per  cents. 

Bonds  of  the  City  of  Wheeling,  (Va.,)  issued  to 
the  Marietta  and  Cincinnati  Railroad  Company,  6 
per  cents. 

Bonds  of  the  Town  of  Harmer,  (Ohio,)  issued  to 
the  Marietta  and  Cincinnati  Railroad  Co.,  7  per 
cents. 

Bonds  of  the  Franklin  County  (Ohio,)  issued  to 
the  Columbus  and  Xenia  Railroad  Company,  7 
per  cents. 

Bonds  of  Franklin  County,  (Ohio,)  issued  to  the 
Cleveland,  Columbus  and  Cincinnati  Railroad  Co., 
7  per  cents. 

Bonds  of  Green  County,  (Ohio,)  issued  to  the 
Columbus  and  Xenia  Railroad  Company,  7  per 
cents. 

Bonds  of  Stark  County,  (Ohio,)  issued  to  the 
Ohio  and  Pennsylvania  Railroad  Company,  6  |)er 
cents. 

Bonds  of  Richland  County,  (Ohio,)  issncd  to 
the  Ohio  and  Pennsylvania  Railroad  company,  6 
per  cents. 

Bonds  of  the  County  of  Allegheny,  (Penn.,) 
Special  Loan  of  $75,000,  6  per  cents. 

Bonds  of  Allegheny  County,  (Penn.,)  issued  to 
the  Pittsburgh  and  Connellsville  Railroad  compa- 
ny, 6  per  cents. 

Ross  county  (Ohio)  Bonds,  issued  to  Marietta 
and  Cincinnati  Railroad   company,  7   per   cents. 

Athens  county  (Ohio)  Bonds,  issued  to  the  Ma- 
rlt  a  and  Cincinnati  Railroad  company,  7  per 
cents. 

Washington  county  (Ohio)  Bonds,  issued  to  the 
Marietta  and  Cincinnati  Railroad  company,  7  per 
cents. 

Bonds  of  Van  Wert  county,  (Ohio,)  issued  to 
the  Ohio  and  Indiana  Railroad  compady,  7  per 
cents. 

Bonds  of  Allen  county,  (Ohio,)  issued  to  the 
Ohio  and  .  Indiana  Railroad  company,  7  per 
cents. 

The  Bonds  of  Allen  county  (Indiana,)  issued  to 
the  Ohio  and  Indiana  Railroad  company,  7  per 
cents. 

Bonds  of  Crawford  county,  (Ohio,)  issued  to 
the  Ohio  and  Indiana  Railroad  company,  7  per 
cents. 

Ohio  and  Pennsylvania  Railroad  Co.'s  Mortg.ige 
Bonds,  7  per  cents. 

Bellefontaine  and  Indiana  Railroad  company's 
Real  Estate  Special  Mortgage  Bonds,  7  per  c<!nt8. 

Indianapolis  and  Bellefontaine  Railroad  compa- 
ny's Mortgage  Bonds,  7  per  cents. 

Marietta  and  Cincinatti  Railroad  company's 
Mortgage  Bonds,  7  p8t  cents. 

Dayton  and  Michigan  Railroa^l  company's 
mortgage  bonds,  7  per  cents. 

Peru  and  Indianapolis  Railroad  company's  mort- 
gage bonds,  7  per  cents. 


Fort  Wayne  and  Chicago  Railroad  company's 
mortgage  bonds,  7  per  cents. 

Indiana  Central  Railroad  company's  Income 
Bonds,  10  per  cents. 

WIN8L0W,  LANIER  &  Co.,  No.  52,  Wall-st. 

New  Yoak,  June  26,  1854. 


i;  , :   To  Contractors., ,,: 

NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  .seaeld  proposals  will  be  received  by  the  ub- 
dcrsigned  for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

"CIIAMPLAIN  CANAL. 
Proposals  when  and  where  received : — At   the 
Canal  Commissioner's  Office  in  the  City  of  Albany 
until  the  6th  day    of  July,  1864,   at  10  o'clock 

A.  M. 

Amount 
Description  of  penalty  in      When  to  be 

the  work.  bond.  completed. 

2  Combined  Locks $10,000 . .  Sept.  1 .  1866, 

1  Single  Lock 6,000..         " 

1  Road  Bridge,  located  at 

Fort  Ann 600.. July  1,  1866. 

ENLARGEMENT    OF    THE    ERIE    CANAL- 
EASTERN  DIVISION. 
Proposals  when  and   where  received  : — At  En- 
gineer's Office  in  the  City  ofUtica  until  the  8th 
day  of  July,  1854,  at  10  o'clock  a.  m. 

Section  No.     13 $1,000  April  1,  1866. 

14 2,000  "     1866. 

15 6,000 

16 7,600  "       " 

17 4,000  "       " 

18 5,000  " 

19 1,500  "     1855. 

125 7,000  "     1866. 

126 6,000  "       " 

137 7,500  "  ••  •  " 

128 6,000 

129 7,500 

130 7,000 

134 6,600  Sept.  1,  1856. 

Waste  Weirs  on  Sections  127 

and  134 1,600  Sept.  1,  1855. 

Bridge   Abutments  on    Sec- 
tions Nos.  15,  16  and  17..    2,500  July  1,  1866. 
Bridge  Abutments   on  Sec- 
tions Nos.  18  and  I'J 1,200  "    ,  " 

Bridge  Abutments  on  Sec- 
tions Nos.    125,  126,  127, 

and  128 1,200  " 

Bridge   Abutments  on  Sec-    , 
tions   Nos.     129,    130,  134 

and  at  New  London 1,400  "       " 

Culverts  on  Sections  Nos.  10 

and  17 700  "       " 

Culverts  on  Sections  Nos.  126 

to  128 2,600  "       " 

Culverts    on     Sections    Nos. 

129, 130  and  134 1,250  "      " 

BLACK  RIVER  CANAL. 
Proposals  when  and  where   received  : — At  En- 
gineer s  Office  at  Lyon's  Falls  until  tho  12th  day 
of  July,  1^54,  at  10  o'clock  a.  m. 

Section  No.  30 $2,000  July  1, 1855. 

31 6,000  " 

Locks  Nos.  99,  100  and  101..  4,000  "       " 

102 2,500  "       " 

103  104  and  105..       800 

106  and  107 500  "       " 

Bridges  on  Sections  No.  31..       300  May  1,  1855 
Raising  Bridges  across  Black 

and  Moose  Rivers 300  Oct.  1,1854. 

ENLARGEMENT  OF  ERIE   CANAL— MIDDLE 
DIVISION. 
Proposals  when  and  where  received : — At  the 
Engineer'*  office  in  the  city  of  Syracuse,  until  the 
16th  day  of  July,  at  10  o'clock,  a.  m. 
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Section  No.  146 $6,900  April  1 ,  1856. 

"        147 6,400  "       " 

"        148 6,100  "       "    ,« 

149 4,600  "       "  \^, 

160 16,800 

161 9,600 

Aqueduct  at  Ghittenango. . .    4,400 

"  Seneca     River 

and  Section  202  connected  21,700  Nov.  1,  1856,  , 

Culverts  on  Sec.   146,   147,  ,,, 

148  and  149 1,700  April  1, 186«.? 

Culverts    on   Sec.    160    and  •♦* 

151 2.200     ^.J*.       " 

Culverts    on  Sec.  200    and  [ 

201 900  "     1856. 

Bridge  Abutmeats  on   Sec- 
tions 146, 147  and  148....    1,800  "     1866. 
Bridge   Abutments   on  160 

and  151 1,000  "     .  •«.>-;^ 

Bridge  Abutments  on  201 . .       900  "     1866. 

ENLARGEMENT    OF    ERIE— WESTERN    DI- 
VISION. 
Proposals  when  and  where  received  : — At  the  En- 
gineer's office  in  the  city  of  Rochester,  on  Tuesday, 
the  18th  day  of  Jidy  next,  at  10  o'clock,  a.  m. 

Section  No.  212 $3,500  April  1 ,  1856.  , 

"        213 3,800  "       "      . 

214 6,100  "       "       • 

215 5,000  "       " 

216 3,700  "       "    ^''• 

217 11,000  "       "    ,f.^. 

218 14,000 

"        228 5,700 

229 5,800 

GENESEE  VALLEY  CANAL. 

Proposals  when  and  where  received : —At  the 
Engineer's  office  in  the  village  of  Cuba,  on  Thurs- 
day, the  20th  day  of  July  next,  at  2  o'clock  p.  m. 
Sections  Nos.  82,  83  and  84.  .$2,600  Aug.  1,  1866. 
"  91  and  Feeder.  4,000 

96  and  96  ... .    3,200 

"  97 3,000  "       "    '-'i 

98  and  Feeder.   3,400  "       "    l^y 

Ischua  Feeder 6,600 

Iscbua  Aqueduct 1,000 

Culvert  on  Section  No.  66. . .       100  April  1,  1855. 

Valve  Gates 1,500  Aug.  1,  1866. 

Lock  Houses 700  "       " 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work  ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same  ;  that 
he  has  no  agreement  ©r  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  interested  in  any  contract 
that  may  be  made  in  pursuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
Statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re-" 
sponsible  sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justifiy  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisior  of  the  town,  and  the 
Country  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give  . 
the  bond  for  the  payment  of  laborer's  wages,  9ti%^ 
required  by  chapter  278,  of  the  laws  of  1850. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
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tract  by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
doue  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  bo  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  jis  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, ard  performing  all  the  work,  according  to  the 
plans,  speciticatious  and  notices  exhibited  at  the 
letting. 

The  peisons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
material;^,  propositions,  blank  contracts  and  bonds 
will  be  rea<ly  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  June  9,  1864. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     }  Canal  Comm'rs. 
CORNELIUS  GARDINIER,) 
JAMES  M.  CO(.)K.  ComptroUer. 
JOHN  T.  CLARK,  State  Eng.  and  Surveyor. 


To  Railroad    CompanleH  and 
Contractors. 

FOR  SALE — Fifteen  second  hand  Locomotive 
Engines  uf  various  sizes  and  describtions  and 
in  good  runing  order  suitable  for  all  kinds  of  work. 
For  particulars  apply  to 
,  ^  ^o  -,  CLARK  &  JESUP, 

General  Railroad  Agents, 
38  Exchange  Place. 


Also  Railroad  supplies  of  all  kinds. 


4t25 


Prosser^s  Patent  Lap-Welded 
iron  Boiler  Tubes. 

Tubes  srrewcd  toffether,  flush  on  I>oth  siJea,  for  Artesian 
wellf,  Me.     Free  joint  Tufxst,  for  Core  Barn,  Awning  Frainei*, 
Railinp*,  LeaJers,  &v. 

Patent  Wrouglit  Iroii  BiacksinitJu'  Watbr-Titbrks,  Wateb- 
Baces,  Etr.. 

Agents   tt)r  Kbcpp's  relebrateU  Cist  Stekl  for  Shifts, 
Railway  Axkw,  Tires,  Platters'  Roilers,  &c. 

P  S.— .Ml  T<K)l8  neoexsarj-  for  tl»e  c<KWtruction  or  keeping  in 
onler  of  Tubular  Boilers 
a*tt  TIIOS.  PnOSSEU  i  son,  28  Plat  gtreett,  N.  Y. 


SHANAHAN  &   LOEBER, 

181  William-st, 

(1st  floor-Up  stairs,) 
IVEHr.TORK. 

MANUFACTUEEB3  OF 

THEODOLITES,  TRANSITS,  LEVELS, 
Samyors'  Compasses,  Drawing  Instrnmenti, 

Chains,  Scales,  Levelling  Rods,  &o.      lylt 

Sewall  &>  crehore 

CIVIL  KNOINBERS, 

ST.  PAUL    MINESOTA. 
JosirH  3.  Siwauh  Cbj*.  JTbu.  Oaut w. 


N.  York  and  A.  Haven  U.  K. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 


Commencing  Monday,  May  9, 1864. 


m 


TRAIXS 

7  A.  M. 


8  A.  M.— : 


e.io  A.M. 

11.30  A.M. 

8-00  P.M. 

4.00  P.M. 
6.00  P.M. 

6.36  P.M. 
0.30  P.M. 


TRAIKS  TO  SKW  YUKK. 

6.30  A.M.— Si«cuil,  froui  Fori 
CtMMter. 

8.00  A.M. — Coiiunutation  (hm. 
New  Uaven. 

6.16  A.M. — Acconunodation  ft» 
N  ew  Haven. 

8.15  A. M.— Acconunodation  m. 
N  ew  Haven, 

9.36  A.M.— Ki|>re»M  froai  New 
Uaveii,  Stopping  ai 
Bridgeport,  Nor 
waik  and  Stamford. 

1-07  P.M.— Boston  Bxpr&a!, 
atuppiiig  at  Bridge- 
port, Norwalk  aiiO 
jStiUufurd. 

4.00  P.M.— Special,  Iroin  Pon 
CliCKter. 

4.00  P.M.  — Accommodatjoa  fii^ 
New  Uavea 

9.30  P.M.— Boston  Hxpwso, 
Htopping  at  Bndgu- 
IK)rt,  Norwalk  uno 

I  jjtainfordL 

OEOROB  W.  WHISTI^R,  Jr.,  Supt. 
New  Haven,  Mm/,  1854. 


FROM  NBW  TORK. 

— Accoounodatiou  to 
New  Haven. 
Bzpresa  for  Boston, 
stopping  at  Stam- 
ford and  Bridge- 
port, 

—Special  for  Port 
Chester. 

— Accommodation  for 
New  Haven. 

—Express  for  New 
Haven,  stopping  at 
Stamford,  Norwalk 
and  Bridgepiort. 

— A  ccommodation  t<fc 
New  Havea 

— Express  for  Boston, 
stopping  at  N.  Ha- 
Ten. 

—Commutation  for  N. 
Haven.  \ 

—Special  for  Port; 
Chester. 


IV  ew  York  and  Krie  U.  K. 
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PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz: — 


Buffalo  Express,  at  6  a.  ni.  Sir  Buffalo  direct,   without 
change  of  baggage  or  cars. 
Dunkirk  Express,  at  7.  a.  ni.  for  Dunkirk. 

M^IL,  at  %)i  a.  m.  for  Dunkirk  ajid  Biit&lo,  and  intomioliate 
stations. 

Wat  Express,  at  124  p.  m.  for  Dunkirk, 
Rockland  Passengers,  at   3.30   p.  ni.,   (Irorn  l.M.t   of  Cliaiiier.- 
Street)  via  Piermont,  for  Suffern  and  intermediate  Btation.s. 

WAV  Passkngbb,  at  4  p.  m.,   for  Otisvill.",   and  intermediate 
stations. 

NiOHT  EXPRBSS,  at  C  p.  m.  for  Diuikirk  and  Buffalo. 

Eiikigraiit  at  ti  p.  in. 

On  Sundays  only  one  Express  Train— at  6  p.m. 

These  Express  Trains  connect   at    Bullalo    with   fitj^t  cI.-k" 
splendid  Steamers  on  Lake  Erie  for  all  |iorts  on  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  Sliore  Railroad  for  Ck.-velaiid,  Cmciii- 
nati,  Toledo,  Detroit,  Chicago,  etc. 
JD.  0.  McCALLU-M,  Ceiural  Sup't 


i&ailroad  Companies   and 
-.  Contractors, 

WANTING  first  rate  German  or  Irisli  laboren^ 
for  railroads  and  canal  work,  or  meclianicN 
of  any  kind,  will  find  the  undersigned  a  first  rate 
ofiice  to  give  their  orders  to,  a.s  ihousaiuls  of  emi- 
grants apply  to  them  every  season  lor  eniployment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  are 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COIINERT, 
EurojKan,  Avierican  Emploi/meiU  Oj/icc, 
287  Broadway,  corner  Reade-st. 
3m*I0     Under  the  Irving  House,  New  York. 
And  102  Greenwich  st. 

Steam  £ngrine  and  Blowingr 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  ejlinder,  and  fiv.-  livi  stjoko, 
together  with  Blowing   Cyiitiders,  ti\o  feot  diaiiu-l.r,  ami 
six  feet  stroke,  in  perfect  working  order,  Jijr  sale      Appiv  lo 
KDW.  BEC'U  &  KlNIIARDT,t52Beav.rSt, 
Or,           A.  TOWAR,  ArwtPokeepsielioa'norkis 
Mtf ^  Pokj-cfrsie,  N .  Y . 

.Notice  to  Contractors. 

PROPOSALS  FOR  THE  ENTIRE  CON- 
struction  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  eitlier  in  whole 
or  in  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis- 
si-ssippi,  about  97  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  next.  Proposals  for  the  entire  construc- 
tion and  equipment,  and  otherwise  a.s  favorable, 
will  have  preference.  Profiles  and  estimates  ot" 
the  first  60  miles  may  be  seen  on  application  at 
the  Engineer's  Office  in  Memphis.  Bidders  mu»t 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

Chief  Engineer. 
May  4th,  1864. 


To  Chief  ii^ngineers. 

A  Gentleman  wlio  has  had  some  Eight  ye«rt  ExperteoM  io 
collet  ructiofi  of  various  Skstern  and  Wtatem  Railroads  dw- 
ireK  a  situation  as  Reiiident  Eugiueer  upon  eoiue  rauwity  in  Ui» 
United  £>tuies.  The  best  of  referettces  as  to  CapatHUty  aiMl  Kt 
^leucy  can  be  fUnushed.  Address  B.  care  of  J  ulai  Paiiuar  Jhiq. 
East  Cambridge,  Mass.  17  tf 


Uw 

bav- 


For  Sale. 

'pHE  ROi=SIE  FURNACE  AND  FOUNDRY,  etc  ,  SL 

J.  reuce  County,  N.  V.— This  well  known  establisLBiMil, 
iiig  attached  to  it  a  large  and  compk.-t«.>  Casting  Uixise  and  Ma- 
cliuje  Shoj),  with  ample  aecouinioaation«  lOr  workniou,  and  f-vt- 
ry  coiiveiueuce  necessary  to  Uie  IIk-  prosecution  of  an  extMUsiv* 
l»usuies>>,  together  witti  valuable  Irou  Mines  aud  Muiuig  Kignia, 
also  Timber  Lands,  is  ottered  lor  sale  by  the  projiiwior,  »  bo  re- 
tires fro«n  the  buiuoess.  The  capacity  of  tl.i-  Uosmk  furnace 
li>r  making  iron,  is  belicve<l  to  be  unsurpassed  by  any  charcoal 
Furnace  ui  the  country,  having  repeatedly  run  up  to  fourteen 
tons  per  day,  with  55  to  (W  per  cent,  yield  troiu  ores — s^iecular 
red  oxides— coal,  per  ton,  100  bunhck.  TIk;  same  hax  beta  id 
imiiiteniipttHl  o|x'rauiHi  l<»r  over  twenty  years,  and  tbe  rcputa- 
timi  of  lis  iron  i:^  <^tul•ll:^lu■<l  throughout  Uie  West  The  locatino 
of  tliese  worts  is  in  the  village  and  town  of  Rossie,  couiiiy  of  tit 
Lawrence,  N.  V.,  six  iiules  from  tlie  River  Su  Law  reiice,  aud 
connected  therewith  by  a  plank  road.  Their  cost,  apart  from 
premises  and  water  power,  has  involved  an  pxpenditure  of  ovtg 
$100,000,  and  their  |>n'aeht  etiicieucy,  in  every  resjKjct,  is  coo- 
siderol  Kuexceplionable.  For  furtiier  infomiatifm  api>ly  to  D. 
W.  Baldwin,  Agent,  at  the  works,  or  to  the  widersigued. 

O    PARISH 
Otf Jeiwburgli,  N.  Y.,  April,  185*.  15,3m» 

SEYMOUR,  MORTON  &'co  GENERAlT  b7r. 
AGENCY,  Office,  Metropolitan  Bank  Building. 
No  110  Broadway,  have  to  dispose  of  at  private 
sale,  in  amounts  to  suit  pei-sons  desiring  to  invest, 
the  following  valuable  Securities; 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MISSISSIPPI  R.R.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R  STOCK. 

SCIOTO    AND     HOCKING    VALLEY     R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R  FIRST 
.noUTGAGE  'JOnVeRTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  BR.  BONDS. 

They  arc  prcp»red  to  negotiate  contracts  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  furnishing  corps 
ot  engineers  aud  conti actors  locomotive  engines 
and  cars,  railroail  bridges.  McCallum's  patent  , 
raiirtiad  iron,  chairs,  spikes,  switch  uons,  &c.,  &<: . 

MON TltJEAlT&nNFVV   YOKK. 

AND 

Platt8bur§^h  and  Montreal 

liAlL.KOADS. 

t^Open  Uirough  from.  PUiUaburgh  to  AJordreal..^ 

Pas.serig.?r  Trains  leave  Montreal  for  PlaUsburg  at  6  30  a.«- 
aiitl  6  p.m.,  arnve  at  8  a.m,  ami  7.30  p.m. 

Leave  Platuburg  for  Montreal  7.30  a.m.  am)  4  p.m.,  arrive  a 
10  a.m.  and  ci.50  |t.m. 

Trains  connet  at  Montreal  with  Steamers  for  Quebec,  and  the 
St.  Lavvreiice  and  Atlantic  Railnwd  for  Sherbrooke  and  mtw 
mmliate  stitLion. 

Trains  comif<ct  at  Mooers  Jiinrtion  with  Northern  (Ogdena- 
burgh)  Railroa«l  for  Og.len»l»urgh  and  Lake  OnUno  Steamers  for 
Lewiston,  Niagara  falls  and  Upjier  Canadia,  and  aU  [>ortsoa  the 
Western  Luku^>. 

Trains  coiiiMxt  at  Plattxburgh  by  .Steamer  to  Burlington  with 
Rutland  and  Rurliii;,'toii  Railroad  and  connocting  lines  for  Tr^ 
Albany,  N«w  Vork  and  Boston,  and  all  intermediate  suuins! 
Also  with  steanierK  for  WhiU>hall  to  the  SaraU.ga  and  Washing- 
ton Railroad,  and  coiuiecting  lines  of  nxul  to  Troy,  Albaii>  tuid 
New  Yojk. 

Passeogors  will  find  this  route  iineaguelled  for  conifor  and 
dis|>atch,  and  attended  with  lessf  atigue  and  dely  than  any  otlter. 
It  possis^es  moreover  the  advantJige  of  a  short  Ferriage  of  only 
tifteeti  niinutna  across  the  River  St.  Lawrence  at  Caughnawafs  , 
which  has  never  been  kn<jwn  to  freeze,  and  can  be  cwifldeM^' 
rdioil  iifHMi  ut  all  seasons  of  the  year. 

■arFringht  Tarins  run  daily  each  way. 

For  partii^uiars  see  Frieght  and  Passenger  Tarifl. 

Baooagc  cfuxied  thro%ifh. 

H.  W.  NELSON,  Supehnteiidenf. 

Old  Railroad    Iron  For  Sale. 

ABOUT  250  TONS,  mosUy  whole  bars,  flat  iron 
of  sui>erior  quality.     Deliverable  at   Ports- 
mouth Va.  as  fast  as  it  can  be  hauled.    Imme- 
diate offers  are  invited,  addressed  to 
L.  0.  B.  BRANCH,  President  R.  &  G.  R.  B. 

Releigh  N.  Carolina, 
None  but  the  aocepted  offer  will  be  applied  to 

81.22 
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Waterbni*y  and  Atwood^s  Mode  of  Ventilating  Railway  Cars,  and   Exeluding   Dast,^ 

Smoke  and  Clnderi. 
CHARLES  AT  WOOD,  Af^ent,  BIRMINGHAM,  CONN. 


GROVE  CAR  IVORKS, 

HARTFORD,  CONN. 

MANDFATURERS    OF 

Railroad  Coaches,  City  Cars, 
Frelg^bt,  Coal,  Gravel, 

«Dd  an  other  descriptions  of  Railroad  Car*. 

Ttie  above  eatabliatuneDt  hai  ai  great  facilities,  and  turns  out 
u*  iane  aa  amount  of  work:,  as  any  other  Factory  in  the  Union. 
27tf  FALE3  &  GRAY,  Proprietora. 

FOR  SALE.  " 

AN  ALLIGATOR  SQUEEZER,  complete,  en- 
entirely  new,  and  in  perfect  order,  to  be  put 
up  at  once. 

It  is  of  the  most  approved  construction,  with 
cam,  cam  shaft  and  pedestal,  and  with  heavy 
driving  gearing  if  required  by  the  purchaser ;  and 
will  be  sold  at  a  bargain.  -     ♦ 

For  further  particulars  address  '     •  - 

ROBERT  BRIGGS,  Jr., 
Supt.  Rensselear  Iron  Works,  Troy,  N.  Y. 
Also,  for  sale  7  Dimpfer  Patent  Fans,  2ft.  X  9in. 
second  hand.     Apply  as  above. 

Railroad  Iron  and  Chairs. 

'T'h*  Lackawanna  Iron  and  Coal  Co.,  are  now  prepared  with 
-I.  iocroaaed  facilities  to  contract  for  Rails  and  Cbaira  at  their 
woila  at  Scraottxi,  Peona. 

Addreae  S.  T    3CRANT0X  Preet.  at  ScrantOB,  or  at  tb»  of 
lie*  of  Um  Oompany  in  New  York,  72  Boavar  8c 
a6.tf  ' :.    .^-  >,'. 


r^4-.^r-i  i-^v'..  t...>^'5-^>w.'«f!^  ■ 


For  Sale. 


BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cara, 
adapted  to  Railroad  parpoeea,  which  win  bie  sold  at  a  reas- 
onable price.    For  Ajrther  information,  apply  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  B.  Co., 
Or  BRIDGES  St  BRO., 
1»  tf  64  Courtbind  st,  New  York, 

C.  Floyd- Jones.,  •- 

Diviaion  Engineer  3d  and  12th  Diviaions. 

Illixois  Cistral  Railroad. 

Vandalia,  BL 

Lyon^s  Tables  of  Cubic  Con- 
tents, Etc. 

Theae  valuable  tablff  tvre  of  great  aastatanca  in  obtaining  the 
cubic  contents  of  tr.icavations  and  embankmeota.  Table  1. 
gives  correct  mean  heights  of  cross  sections  with  either  two  or 
Utree  cuttinga  takea  Table  2.  flnds  the  cubic  contents,  having 
the  mean  heights  at  each  end  of  the  section  to  be  calculated 
givea  These  tables  possess  advantages  in  being  applicable  to 
every  variety  of  bases  and  side  slopes.  Engineers  and  others 
aiay  obtain  tbecn  by  application  at  the  American  Railroad  Jour- 
nal office,  0  Sprwe  Street,  New  York,  by  mail  or  otherwlaa— 
Price  $1,S0.  21.tf 

Locomotive  Eng^lnes. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4ft.  8^  ia  gaug*, 
made  by  one  of  the  most  celebrated  and  extensive  builden 
in  Massachusetts,  and  ready  for  immediate  delivery.  These  en- 
gines are  admirably  adapted  for  ftist  travel  with  light  passenger 
traua  ;  weight,  13  toDs  with  4  ft  drivers,  with  leading  and  trail 
wheels  ;  cylinders  12>4  ia  by  20,  with  a  separate  cutoff  valvei 
Can  be  examined  at  the  worlu  of  the  manulkctnrer.  Apply  to 
H.  v.  POOR,  Editor  RailnMd  Journal,  0  Spruce  at,  N.Y.    VM 


PhlladH>lpblA,  Wllmtngrton  8l 
Baltimore  Railroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST. 


Traina  will  laave  the  Southern  and  Western  Station,  comer  of 
Broad  and  Prime  streeu,  Philadelphia,  at  8  30  am.  U  46,  3  and 
Upm. 

rABB   BT   TBBOVOa  TIOKBTB  TO  TIB  tOITTB. 

Prom  New  York  to  Wihnington , $U  60 

do       do  Norfblk 8  SO 

Prom  Philadelphia  to  Wilmington 14  00 

do       do  Norfolk 6  50 

do        do  Petersburg. 9  00 

do       do  Richmond 8  00 

FARB    BT   THROUOH   TICKBT8   TO   TBB   WBST. 

I  From  New  York  to  Cincinnati $13  60 

'         do        do  Louisville 14  60 

j  Prom  Philadelphia  to  Cincinnati 11  00 

I         do        do  Louisville 12  00 

■  Prom  New  York  to  Indianapolis 16  00 

An  extra  charge  will  be  made  for  meala  and  stat*  rootna  on 
board  the  boata.  L.  S.  SPAPVOBP, 

27tf  General  Supit 


Boiler  and  Tank  Riyets, 
Nuts  and  Wasbers ; 

AUSizeaof 

Bolts  and  Bolt  Ends 


(br  Sale  by 
BRIDGES  &  BROTHXB, 

64  Oourtlaod  at,  N.  T. 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 
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•    /'M.  J-_*« 


HENRY  V.  POOR,  Editor. 
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for  a  whole.  In  addition,  the  trunk  will  get  all,  or 
nearly  all,  the  business  brought  to  it  by  branches, 
whether  they  be  built  or  not.  Such  is  shown  to 
be  the  fact  by  experience.  To  build  branch  lines 
therefore,  is  simply  expenditure  without  increase 
of  profits ;  an  assertion  we  believe,  which  will  not 
be  controverted  by  any  person  versed  in  the  ma- 
nagement of  railroads. 

The  aid  which  is  so  often  guaranted  by  one 
company  to  collateral,  or  connecting  lines,  is 
generally  liable  to  the  objections  urged  against 
the  construction  of  branch  roads.  The  assistance 
may  not  result  in  actual  loss  to  the  party  giving  it, 
but  as  a  contingent  liability,  it  always  impairs,  and 
sometimes  very  seriously,  the  value  of  its  securi- 
ties. No  person  likes  to  buy  into  a  stock  over 
which  a  large  number  of  claims  may  have  the 
preference,  although  it  may  appear  probable  that 
the  contingency  feared  may  never  happen.  Any 
act  of  the  kind,  not  contemplated  by  the  parties 
to  the  original  organization  of  a  company,  is  just 
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which  can  be  followed  with  saft^ty  to  capitalists  as 
well  as  to  the  best  interest  of  the  country.  Rail- 
roads that  will  not  pay  should  no  niore  be  con- 
structed, than  should  the  manufacture  of  iron  or 
cotton  be  made  to  exceed  the  demand.  The  in- 
vestment and  the  income  should  always  be  ine^ut- 
librium.  We  do  not,  of  course,  refer  to  roads 
which  are  sometimes  built  for  other  considerations 
than  the  mere  income  upon  the  cost,  which  bein^ 
exceptional  cases,  are  not  amenable  to  a  general 
rule. 

Now  it  may  and  often  does  happen,  that  throogU 
the  aid  of  other  companies,  roads  are  built  tb»t, 
having  no  business  to  sustain  them,  sooner  or  later 
end  in  disaster.  Opinion  in  reference  to  the  busi- 
ness capacities  of  routes  for  railroads  is  of  little 
value.  It  is  found  to  be  wrong  nearly  as  often  at 
right.  The  only  safe  way  is  never  to  discard  evi- 
ience  for  conjectnre. 

Where  the  people  on  the  line  of  a  proposed 
road,  can  furnish  one-half  its  cost,  this  fact  implies 


Braaeh-Roads  and  Gaaraittie«« 

There  is  no  fact  in  railroad  economy  better  es- 
tablished than  that  branch  roads  never  pay,  and 
that  assistance  rendered  by  one  company  to  an- 
other always  costs  more  than  it  comes  to.  At  the 
same  time  there  are  no  mistakes  into  which  rail- 
road companies  are  so  liable  to  fall,  as  the  very 
ones  we  have  named.  There  is  no  way  in  which  a 
director,  or  a  set  of  directors,  can  make  them- 
selves so  odious,  both  in  Old,  and  New,  England, 
where  railroads  have  their  greatest  development, 
and  where  experience  has  shown  the  poHcv  best 
adapted  to  benefit  or  injure  the  investment,  as  by 
proposing  the  construction  of  branch,  or  collateral, 
lines.  The  impolicy  of  such  measures  will  be  ob- 
Tioos  upon  the  slightest  reflection.  Railroads 
should  be  constructed  only  upon  great  routes  of 
commerce.  Upon  such  only  will  they  pay.  The 
feeders  to  such  routes  are  the  ordinary  roads,  over 
which  a  railroad  will  not  pay.  T<r  build  such  is 
to  iocor  for  a  part  the  same  expense  per  mile,  as 


as  much  an  injury,  as  far  as  the  market  /alue  ol  the  existence  of  a  local  business  sufficient  for  its 
their  securities  is  concerned,  as  if  10  or  15  or  20, support,  and  is  worth  more  than  a  volume  of 
per  cent,  of  the  capital  had  been  wasted  outright,  'elaborate  argument  to  show  that  a  bosineas 
On  this  ground  we  think  that  any  aid  given  by  may  be  devolved  where  none  exists.  It  is  very 
one  company  to  another  should  always  receive  easy  to  demonstrate,  apparently,  where  5A<?uW  be 
the  rnanimous  consent  all  of  the  stockholders  in  the  depots  and  routes  of  commerce ;  while  to  es- 
the  obliging  company.  tablish  them  is  a  very  diflerent  matter.  It  is  much 

A  still  more  serious  objection  against  one  com-  safer  to  follow  than  to  attempt  to  lead  in  matters 
pany's  aiding  another,  is  the  encouragement  it  af-  which  appear  in  a  great  measure  to  be  independ-  ' 
fords  to  works  that  are  uncalled  for.  TJie  test  of  ent  of  human  foresight  or  control, 
the  expediency  of  any  road,  is  the  ability  of  the '  For  reasons  stated  we  have  been  quite  williog 
country  through  which  it  runs  to  supply  the  to  see  the  practice  of  cities  and  counties  subscrib- 
means  for  its  construction.  A  necessity  for  a  road  ing  to  railroads  fall  gradually  into  disuse.  In 
should  always  precede  it.  Where  this  rule  is  not  some  parts  of  the  country  it  is,  we  admit,  impos- 
obscrved,  the  construction  of  these  works  will  besible  to  construct  them  without  the  aid  of  munici- 
over-done,  antl  a  revulsion,  or  commercial  crisis  pal  bodies,  but  this  fact  does  not  impeach  the 
of  a  severity  greater  or  less,  in  proportion  to  the  general  correctness  of  our  positions.  A  corpora- 
magnitude  of  the  cause,  will  be  the  result.  Now  tion  has  no  sense ;  and  when  private  interest  can- 
while  railroads  increase  vastly  the  value  of  all  not  be  trusted,  certainly  individuals  cannot,  who 
kinds  of  property,  and  stimulate  production  to  have  nothing,  or  comparatively  nothing,  at  stake 
such  a  degree,  that  the  increase  of  value  due  to 
these  works  alone  is  greater  than  the  entire  invest- 
ment in  them,  still  we  hold  that  their  progress 
should  be  subject  to  precisely  the  same  law  that 
controls  investments  in  all  other  industrial  enter- 
prizes.  They  should  be  constructed  only  on 
routes,  where  they  will  pay  the  ordinary  rates  of 
interest  on  their  cost.    We  know  of  no  other  rule 


on  the  result.  In  the  infancy  of  oar  railroads,  and 
till  confidence  could  bo  secured, -both  in  their  pro- 
ductiveness, and  Id  the  ability  of  private  enter- 
prize  to  successfully  engage  in  their  conatmction,  it 
was  frequently  necessary  for  the  community  to 
aid  them  in  its  collective  capacity.  That  period 
is  now  pasf,  except,  perhaps,  in  the  more  newly 
settled  portions  of  the  country. 
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The  abuses,  or  evils,  of  which  we  have  spoken, 
can  easily  be  corrected  by  the  purchasers  of  rail- 
road securities,  the  parties  of  all  others  most  di- 
rectly interested.  Let  them  refuse  to  have  any 
thing  to  do  with  the  securities  of  companies  that 
will  not  five  satisfactory  assurances,  that  they  will 
not  undertake  branch  lines,  no  rguarantee  the  se- 
curities of  collateral  or  connecting  roads,  and  two 
fruitful  sources  of  loss  and  dissipation  of  railroad 
capital  would  be  dried  up. 

While  upon  the  subject  we  may  state  that  an 
other  great  source  of  losses  in  railway  investments 
is  in  the  dishonest  or  unwise  exercise  of  a  delegat- 
ed authority.  It  is  human  frailty  that  parties 
having  charge  of  railroads  should  naturally  asso- 
ciate 5sith  their  management  ideas  of  gain,  or 
personal  advantage.  If  the  power  be  left  open  to 
them,  they  will  be  tempted  to  enter  u;  on  neie 
works,  if  only  for  the  purpose  of  prolonging  their 
term  of  service,  or  of  turning  it  to  account  by 
commiasiuns  on  purcba.ses,  or  sales  for  nev  works, 
or  by  contracts  for  construction.  So  long  as  the 
opportunity  exists,  there  will  always  be  found 
tome  who  will  not  be  proof  against  its  seductions. 
Another  strong  temptation  to  the  construction 
of  new  or  branch  lines,  is  the  foolish  rivalry  that 
is  apt  to  spring  up  between  companies  competing 
for  the  same  traffic.  It  is  too  often  the  case  that 
a  road  is  no  sooner  constructed,  than  its  managers 
think  the  ijext  step  to  be  taken  is  to  either  make 
war  upon,  or  adopt  a  defensive  policy  against  the 
aggressions  of,  other  roads.  They  seem  to  regard 
the  lelations  that  subsist  between  railroads,  as 
one  of  hostility.  Hence  their  policy  has  constant 
reference  to  this  idea.  They  are  coLStantly  enter- 
ing into  alliances  and  abandoning  them,  building 
a  branch  line  to  monopolize  the  trade  of  a  partic- 
ular district,  or  to  gpt  possession  of  it  before  their 
rival,  incurring  experses  that  would  not  be  toler- 
ated upon  any  economical  plan  of  working  the 
road.  If  it  be  known  in  the  outset  that  the  man- 
agers of  a  road  are  only  to  be  entrusted  with 
sufficient  authority  and  money  to  carry  out  the 
first  plan,  and  that  nothing  is  to  be  raised  to  cor- 
rect mistakes,  they  will  not  be  committed,  but 
such  route  and  plan  adopted,  which  from  its 
superiority  will  secure  a  natural  monopoly,  and 
which  can  only  be  competed  with  under  circum- 
stances disadvantageous  to  rival  roads. 

Aurora  Extenaton  nallroad. 

This  branch  of  the  Qaleua  and  Chicago  Union 
Boad  though  built  and  operated  b/  a  separate 
company  is  now  being  extended  to  Oalesburg  to 
form  a  connection  with  the  Central  Military  Tract 
Boad.  The  company  bavo  declared  that  a  semi 
annual  dividend  of  S3  each  share  of  the  capital 
stock  of  the  company,  (not  including  the  issue 
under  resolution  of  December  last,)  be  made,  as  of 
the  Ist  day  of  July,  being  5  per  cent,  upon  the 
money  paid  upon  the  stock,  out  of  the  net  earn- 
ings of  the  road,  payable  on  the  20th  day  of  July 
The  dividend  will  be  paid  at  the  office  of 
the  Treasurer  in  Chicago.  This  road  is  58  miles 
long.  The  net  earnings  for  the  six  months  were 
$60,799;  deducting  interest  the  remainder,  $28,- 
399  pays  the  dividend  and  leaves  a  surplus  o> 

$6,080.  The  fundeddebtoftheCompany  is  t666,000 
Ihu  tioating  debt  is  small.  The  connection  oi 
this  lOad  NMth  the  Illinois  Central  will  be  made  ii 
a  few  weeks,  when  the  receipts  will  be  materially 
increased.  The  road  is  at  present  without  any 
connection  west,  south-west  or  south. 


Tlk*   Keiulaalou   of  Duty  on  R«llro«cl  Iron. 

The  Congress  of  the  United  States  are  asked  to 
remit,  and  repeal  the  tax  imposed  upon  bar  iron, 
used  in  the  construction  of  railways.  The  object 
is  to  aid  in  the  construction  of  railways  already 
commenced,  or,  rather  to  prevent  the  stoppage  of 
work  upon  them ;  and  thus  prevent  throwing  out 
of  employment  tens  of  thousands  of  laborers, 
mechanics,  ar  isans,  engineers,  and  persons,  in  all 
pursuits,  who  have  found  employment  for  their 
labor,  and  sale  for  their  products,  in  these  great 
enterprizes;  In  fine,  to  prevent  a  sudden  and  de- 
preciating change,  in  the  labor  and  economy  of 
the  country.  The  statesman  who  acts  upon  this 
subject  will  ask : 

1.  Whether  the  lax  on  railway  iron  is  really 
such  a  burden,  as  is  likely  seriously  to  ob- 
struct their  progress " 

2.  If  it  be,  whether  this  tax  has  benefitted  the 
mining  and  manufacturing  interest  to  an  ex- 
tent which  will  compensate  for  the  injury  to 
railways  ? 

3.  Whether  such  a  change  in  the  productive 
industry  of  the  country,  aa  will  be  produced 
by  arresting  the  construction  of  railways, 
will  not  prove  far  more  injurious,  than  bene- 
fi  ial  to  the  country?  -        ■" '""     •• 

1.  Ls  the  tax  on  railway  iron  a  real  and  positive 
burden,  likely  ta  interfere  in  the  construction  of 
railways?  To  this,  we  answer,  that  tt  is.  The 
proof  of  this  is  found  in  the  amount  paid,  and  in 
the  7node,  in  which  it  is  paid.  As  to  the  amount 
actually  paid,  by  railway  companies,  at  the  pre- 
sent time,  as  a  tax  on  their  iron,  we  have  two  ways 
of  ascertaining.  First,  we  have  the  Treasury  Re- 
turns of  the  importation  of  this  species  of  iron, 
and  the  duties  paid  on  it.  It  is  well  known,  that 
the  great  increase  in  railway  construction  has  been 
in  the  last  five  years,  and  the  Treasury  Returns 
show  precisely  what  is  the  increased  import  of 
railway  iron  in  that  time.  Thus: 
Bar  and  rolled  iron,  imported  in  the 

year  ending  June  30th,  1848 $3,679,598 

Bar  and  rolled  iron,  imported  in  the 

year  ending  June  30th,  1863 $15,402,776 


Increased  value  per  annum $11,723,173 

Now,  it  is  well  known,  that  almost  the  entire  in- 
crease is  in  railway  iron.  The  iron  manufactures 
of  the  country  have  rapidly  increased,  and  there 
is  very  little,  probably  no  increased  importation 
of  common  bar  iron.  Taking  the  average  weight 
of  iron  per  mile,  and  the  cost  of  importation,  (in- 
de|>endenf  of  duty),  and  the  above  increased  value, 
will  be  equivalent  to  the  iron  on  2,000  miles  of 
railway.  Now  does  that  compare  with  the  actual 
railway  construction  1  The  progress  of  railway 
construction,  in  the  last  three  years,  has  been,  as 
follows : 

Railways  in  May  1852,  according  to 

Andrews'  Repoi  t 12,808  miles. 

Railways  in  January  1853,  according 

to  the  American  Almanac 14,494     „ 

Railways  in  June  1864,  according  to 

the  best  authorities 17,500     „ 


Increase  in  two  years 5,692  miles. 

Increase  ia  one  year 2,846     „ 

It  will  be  a  most  ample  allowance,  if  we  sup- 
pose what  is  over  2,000  miles,  to  have  been  ironed 
>vlth  American  metal.  Thus  we  find  that  the 
Treasury  Report  of  the  increased  import  of  bar 
iron,  and  the  amount  actually  required  for  railway 
construction  correspond  exactly, — when  we  hare 


maue  some  allowance  for  the  occasional  use  of 
American  iron.  But,  we  must  go  farther  than 
this,  and  consider,  that  at  this  time,  the  number 
and  length  of  railways,  in  construction,  is  much 
greater,  than  ever  before. — But,  suppose,  we  go 
back  a  year,  or  two,  and  test  the  annual  construc- 
tion, by  what  was  then  in  progress.  The  time  re  - 
quired  to  construct  a  medium  railway  now  is 
about  three  years.  But,  we  will  al^ow/pwr.  We 
have  then  these  data:  ' :":  ':■  T  .-T  -"-^^  .T 
Miles  of  railway  in  actual  construe-  ■•" 

tion  in  May  1852,  according  to 

Andrews'  Report 12,808  miles. 

Average  per  annum  ^th 3,200    „ 

This  again  corresponds  very  well  with  the  num- 
ber of  miles  actually  constructed  since  that  time. 
On  a  careful  revision  of  the  various  lines  of  rail- 
way now  in  progress,  it  will  be  found  there  are 
now  12,000  miles  in  the  lines  of  railway  actually 
commenced,  and  for  which  iron  is  not  yet  provid- 
ed. If  the  work  on  these  lines  be  not  arrested, 
there  will  be  constructed,  in  the  next  four  years, 
3000  miles  of  railway  per  annum,  of  which  at  l^ast 
three-fourths  (2,250  miles)  must  receive  the  iron 
from  Europe.  This  may  be  assumed  as  a  certain- 
ty ;  for,  tho  tax  on  importation  has  not  been  able 
to  prevent  the  importation  of  a  single  bar  of  iron, 
however  onerous  that  tax  may  be. 

Let  us  now  see  what  the  railways  have  paid  and 
what  they  will  pay,  as  a  tax,  or  burden  on  their 
iron.  In  1848,  the  value  of  imported  bar  iron 
was,  $3,679,598,  of  which  less  than  three  millions 
certainly  was  in  iron  used  for  ordinary  purposes. 
We  may  assume  then,  three  millions,  as  the  aver- 
age value  of  ordinary  bar  iron  imported,  and  we 
have  the  following  results,  viz  : 
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For  the  year       gf 

ending 
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^  ^ 

30th  June 

1848. 

$8,679,598 

$3,000,000 

$679,598 

30th  June 

1849. 

6,060,068 

3,000,000 

3,060,068 

30th  June 

1850. 

7,397,166 

3,000,000 

4,397,166 

30th  June 

1851. 

7,324,283 

3,000,000 

4,324,283 

30th  June 

1862. 

8,568,317 

3,000,000 

5,568,317 

30th  June 

1853. 

15,402,776 

3,000,000 

12,402,776 

6  years  ..  $48,432,208    $18,000,000     $30,432,208 

Tax  paid  by  railways,  on  iron,  in  6 
years  past $9,129,662 

In  the  six  years  past,  railways  have  paid  near 
ten  millions  of  dollars,  as  a  tax  on  their  iron.  But, 
supposing  no  new  railways  commenced,  and  only 
those  in  progress  completed, — what  tax  will  they 
pay  on  iron,  at  the  present  rale,  in  the  next  four 
years? — We  have  seen,  that  the  importation  o 
bar  iron,  in  1852-3  was  in  value  $15,400,000,  hii 
of  that  $12,400,000  vas  of  railway  iron.  In  1853 
-4  there  was  probably  imported  a  larger  amount ; 
and  this  must  continue  for  the  next  four  years,  or, 
the  works  must  be  stopped.  The  number  of  miles 
to  be  ironed  from  Europe  will  be  2,250  per  annum. 
This  will  require  225,000  tons.  To  this  must  be 
added  75,000  tons  more  for  double  tracks,  side 
tracks,  switches,  &c.,  now  constructing  on  nearly 
all  raUways.    300,000  tons  wUl  be  valued  (inde- 
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p^-^ndent  of  the  duty)  at  $55  per  ton,  amountiDg 
to  S16,600,000,  on  which  the  duty  (30  per  cent)  is 
S4,950,000 ;  in  round  numbers :  jive  millions  of 
dollars.  If  the  railways  are  to  go  on,  they  will 
pay  to  the  government,  in  the  next  four  years,  an 
actual  sum.  of  ticenty  millions.  This  is  a  very  heavy 
amount,  even  in  the  great  outlays,  on  railways. 
Bat,  when  we  come  to  consider  the  mode  of  pay- 
ment, this  burden  is  more  than  doubled.  Let  us 
analyze  the  m^ode  of  paym«nts,  in  the  construction 
of  railways.  The  statistics  of  railways  prove, 
that  one-AaZ/the  cost  of  construction  has  been 
paid  for,  by  the  contraction  of  an  outstanding 
debt,  mostly  in  mortgage  bonds,'  which  have  been 
distributed  throughout  Europe,  and  America. 
This  half  of  the  money  paid  out,  therefore,  has 
not  been  raised,  by  the  stockholders,  nor  the  com- 
munity, in  which  the  road  is  made ;  but,  by  capi- 
talists having  surplus  funds.  Again,  it  may  be 
assumed,  as  a  fair  average,  that  20  per  cent  of  all 
the  railway  stock,  especially  in  the  Western  States, 
has  been  taken  by  the  contractors,  distributed  to 
subcontractors,  paid  out  for  provisions,  and  thus 
become  a  sort  of  medium  of  exchange,  in  the  con- 
struction of  the  work.  We  have  then  in  the  ac- 
tual payments  for  construction  in  railways  this 
result: 

80  per  cent  cash  paid  by  stockholders. 

20    „      „    stock  paid  out  for  work  and  labor. 

60    ,,       „    raised  on  bond  and  mortgage. 
In  the  valley  of  the  Mississippi,  the  average 
co!>t  of  railways,  when  ftiUy  equipped  may  be 
called  S30,000  per  mile,  though  some  are  made  for 
leas.     That  $30,000  will  be  distributed  thus : 

In  cash  by  stockholders S9,000 

By  bondholders 16,000 

Stock  distributed  for  work 6,000. 

Now,  of  this  total  SlO.OOO  per  mile  has  been 
paid  for  iron  (including  all  things).  This  iron  is 
almost  universally  bought  in  Great  Britain  for 
bonds  ;  but  the  duty  is  paid  in  cash.  This  cash  tax 
then  is  equal  to  $2,000,  the  original  cost  of  the 
bars,  and  freight  being  about  $6,600.  Then  the 
cash  duty  per  mile  paid  to  the  Government,  on 
iron  alone,  amounts  to  12  per  cent,  of  all  the  vioney 
actually  raised  by  the  stockholders ! — Again  the 
stockholders'  payments  are  called  in,  and  the  mo- 
ney distributed  during  three  years,  making  33  per 
cent,  per  annum.  So  that  the  cash  duty  paid  to 
the  Government  on  iron  will  amount  to  two-thirds 
ef  all  the  money  raised  by  stockholders,  in  one  year. 
To  this,  there  may  be  exceptions ;  but  the  history 
and  statistics  of  railways,  constructed  in  the  last 
five  years,  show  that  this  statement  is  very  nearly 
accurate. 

The  question,  the>,  whether  the  tax  on  railway 
iron  is  a  real,  and  positive  burden,  on  the  construc- 
tion of  railways,  and  likely  seriously  to  retard,  if 
not  arrest  altogether  their  progress,  is  fully  an- 
swered. '■■'^' ^r^iy 

We  have  proved,  that,  if  the  railways,  already 
begun,  go  on  to  completion,  they  must  pay  as  a 
tax  to  the  government : 

1.  Five  millions  per  annum  for  the  next  four 
years; 

2.  Which  is  equivalent  to  22  per  cent,  of  the 
money  actually  raised  by  stockholders ; 

8.  Which  is  equivalent  again  to  two-thirds  of 
what  the  stockholders  must  pay  in  cash  in  a 
single  year. 

It  it  Uwn  very  evident,  that  the  paymeots  »t 


the  Custom  House  are  now  one  of  the  most  serious 
drawbacks  on  the  construction  of  Western  rail- 
ways, and  one,  which  (if  there  bo  a  continued 
scarcity  of  money  for  this  purpose)  will  probably 
stop  many,  even  the  best  of  the  railways  now  ii. 
progress.  Ought  not  this  burden  to  be  removed  1 
Is  it  necessary  to  the  revenue  of  the  Government, 
or  to  the  protection  of  American  manuf.ictures  1 
This  question,  we  propose  to  answer,  by  proving, 
that  it  is  neces&ary  to  neither  one,  nor  the  other; 
and  has  had  no  effect  on  the  business  of  the 
American  iron  marts. 


Pacific  Rallroadi 

We  presume.  Congress  will  adjourn  without  tak- 
ing action  on  the  Pacific  Railroad,  except  so  far, 
perhaps,  as  to  continue  the  reconnouisances  in  pro- 
gress. Major  Emory  we  learn,  has  been  commis- 
sioned to  compile  the  reports  of  the  surveys,  so 
that  we  shall  soon  be  in  possession  of  the  evidenct 
they  develop.  Major  Emory's  duties  will  bt 
purely  executive,  we  presume,  so  that  we  shall 
not  have  the  cost  of  the  road  and  the  difficulties  in 
the  way  of  construction  referred  to  any  standard 
by  which  the  public  can  infer  what  obstacles  an 
to  be  encountered  and  what  amount  of  time  and 
money  will  be  required  to  overcome  them.  Some- 
thing more  than  this  is  wanted.  Little  actual  pro- 
gress will  be  made,  till  it  is  distinctly  shown  what 
is  to  be  done.  The  most  erroneous  and  absurd 
ideas  upon  the  subject  of  a  railroad  to  the  Pacific 
are  entertained  not  only  by  the  public,  but  h^ 
members  of  Congress,  whose  acts  are  to  supply 
the  means  of  construction.  The  means  will  only 
be  adapted  to  the  work  to  be  done,  when  the  char- 
acter and  extent  of  that  work  is  known.  So  long 
as  members  of  Congress  believe,  as  now  seems  to 
be  the  case,  that  one  or  more  roads  can  be  buili 
by  grants  of  lands,  with  a  contract  for  mail  service, 
not  much  to  exceed  what  is  now  paid  to  first  clasi 
roads,  no  other  provision  will  be  made.  On  tht 
other  hand  should  it  be  made  to  appear  that  all 
such  provisions  are  totally  inadequate  to  that  end, 
then  some  more  efficient  and  comprehensive  plan 
will  be  adopted. 

We  learn  that  the  detailed  report  of  Gov. 
Stevens'  surveys  is  now  in  the  hands  of  the  War 
Department  and  will  probably  be  submitted  to 
Congress  and  thence  to  the  Country  previous  to 
adjournment.  Much  important  information  re- 
garding the  Northern  route  may  be  expected  from 
it. 

While  the  Government  parties  who  are,  and 
have  been,  in  the  field,  have,  and  will  continue  to 
supply  a  vast  amount  of  information  intelligible  to 
the  practical  engineer,  their  reports  furnish  hardly 
anything  from  which  the  inexpert  can  form  a  cor- 
rect idea  of  the  magnitude  and  cost  of  the  pro- 
posed work.  An  officer  in  charge  of  a  party 
may  present  us  with  a  birdseye  view  of  the  topo- 
graphy of  his  route,  its  geography,  hydrography, 
flora,  agricultural  capacities,  &c.,  &c.,  without 
being  able  to  give  a  valuable  opijiion  as  to  the 
to  the  cost,  and  time  required  for  the  construction 
of  a  railroad  over  it,  for  the  simple  reason  thai 
the  construction  and  operation  of  these  works  is 
a  kind  of  business  in  which  he  has  neither  expe- 
rience, nor  theoretical  knowledge.  From  the  lack 
of  such  qualifications  we  shall  find,  when  we  get 
the  reports  of  the  surveys,  that  they  are  made  up 
of  detail,  and  stated  in  such  a  manner  that  the 


addition,  p  ovision  had  been  made  for  placing  the 
reports  iu  me  heads  of  a  commission  conhistiug  of 
the  most  eminent  railroad  engineers  throughout 
the  country,  we  should  have  had  a  report  which 
would  havi  digested  all  the  evidwice,  referred  it 
to  some  stsjndards  with  which  th6  whole  country 
is  familiar  ;lso  that  all  could  have  seen  at  a  glance 
the  problem  involved  in  the  construction  of  a  rail- 
road to  the  Pacific.  With  such  evidence  before  it, 
ihe  couuti  v|  would  have  been  ready  to  act  without 
further  delay  upon  a  plan  appropriate  to  the  work. 
The  scntimfent  of  the  country  would  be  reacted 
upon  Congness,  which  would  immediately  respond 
to  the  popilar  call.  For  the  want  of  an  intellig- 
ible statement  of  the  subject,  the  whole  country 
is  groping  ih  darkness,  and  members  of  Congress 
instead  ol  neetiug  the  subject  as  it  demands,  are 
making  foots  of  themselves  iu  speeches  which  on- 
;y  betray  toeir  ignorance,  and  furnish  food  for  fai- 
lure regret  and  mortification. 

It  is  not ,  however,  to<.»  late  to  act.  Will  not 
some  member  follow  the  plan  indicated,  and  do 
more  for  his  own  roputatiou,  and  the  work  ihao 
itU  that  has  yet  been  said  aud  writleu  upon  the 
subject.  II  is  particularly  iuiportant  that  early 
action  shou  d  be  had  before  companies  and  indi- 
viduals bee  jme  involved  in  a  work,  the  c«st  and 
difficulties  of  which  they  have  neither  counted 
nor  underst  uod. 


Weatcm  Railroad   Agencies  In  Kcw  fork. 

The  iutin  ate  conuection  sustained  by  the  prin- 
cipal Wesurn  Roads,  with  the  business  of  New 
York,  is  sh  )wu  in  the  numerous  and  successful 
freight  and  |)assenger  agencies  on  Broadway.  Dur- 
ing the  past' and  present  sea.'^ons,  many  of  the  most 
important  >^  estern  roads  have  established  officeft  is 
New  York,  whence  tickets  and  way  bills  are  is- 
sued throug  \,  to  ail  important  points  ia  the  West. 
We  have  no  doubt  of  the  advantages  of  this  fcys- 
tem.  It  gii  es  to  these  roads  a  proper  repreeenta- 
lioD  in  the  { real  metropolitan  depot  of  trade  and 
travel,  and  s  dord.s  to  thtir  patrons  a  valuable  con- 
venience aid  protection  in  contracting  at  once 
with  principils,  aud  for  an  entire  route. 

Under  ih  3  old  system,  a  passenger  purchases 
tickets,  at  a  i  increased  expense  of  every  road  oo 
his  route,  and  is  often  beset  and  swindled  by  run- 
ners. Freig  it  bhipped  over  several  lines  is  detain- 
ed at  every  wint  of  transhipment,  and  vt  taxed  by 
eachcompaiy,  the  ultimate  charge  being  compris- 
ed in  a  bill  c  f  freight  aud  "  expenses,"  the  amount 
of  which  can  be  seldom  ascertained  uutil  demaud- 
ed  of  the  Co  a  ignee. 

By  the  sy;  tern  of  Central  Agencies,  the  passen- 
ger going,  oi  the  merchant  sending  to  Ciociooati 
Chicago,  St,  Louis,  or  intermediate  poiuts,  con- 
tracts here  with  the  road  immediately  intersecting 
his  destinatiitn,  and  his  ticket  or  way  bill  is  ac- 
knowledged jon  all  the  intermediate  roads.  With 
freight,  the  dontiacting  carrier  becomes  interested 
in  its  despatch  at  the  least  cost,  and  with  tne  least 
delay. 

On  the  west  side  of  Broadwaj',  we  notice  the 
the  Michigan  Central  Agency  at  178 ;  the  New 
Vork  and  Erie  and  Michigan  Southern  at  198;  the 
Buffalo  and  New  York  City  at  229 ;  the  Cleveland 
Columbus  and  Cincinnati,  and  Indianapolis  and 
Bellefontain4  roads  at  240  j  and  the  ticket  office  of 
the  New  Yo|k  Central  and  Great  Western  Bo*ds, 
under  the  Irtving  House,  at  275  Broadway. 


The 
pubUc  wiU  be  but  UtUe  wisw  than  before.    U,  iiJPeoa»ylY»ai*  Central,  and  Baltimore  and  Ohio 
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Roads  have  offices  also  in  New  York.  These  agen- 
cies have  generally  convenient  and  ample  offices, 
'  foruishixxg  every  facility  for  the  transaction  of  busi- 
ness and  for  supplying  information,  and  offer,  as  we 
believe,  the  cheapest,  and  most  convenient  and  re- 
sponsible mediums  for  the  despatch  of  through 
business  from  the  East  to  the  West.    . 

Disposition  of  Oradea— Tile  Alleghany  range 
In  Nciv  Jersey.  * 

"  Grades  "as  usually  understood,  mean  incZt/ies, 
and  the  pitch  of  grades,  or  rates  of  inclination,  is 
ccKisideredas  a  test  of  the  practicability  and  ope- 
rative economy  of  railroad  routes.  Indeed,  in  both 
of  the  principal  physical  elements  of  route,  grade 

■  and  curvature,  the  rate  of  each,  or,  more  deduite- 
ly,  the^^cA  of  the  former  and  the  radii  of  the  lat- 
ter, are  regarded  as  the  measures  of  the  mechani- 
cal merits  of  the  liue.  Strictly,  however,  it  is  only 
the  total  elevation  overcome,  and  the  total  angular 
change  effected  by  curvature,  that  determine  the 
resistance  of  these  elements.  The  same  absolute 
power  is  required  to  overcome  the  gravity  of  a 
train  ascending  a  grade  of  40  feet  per  mile,  two 
mUes  in  length,  as  upon  another  of  80  feet  per 
mile,  but  only  one  mile  in  length.  So  of  curves ; 
a"one  degree"  curve,  orone  of  6,730 feet  radius,  10 

;  chains  long,  offers  the  same  resistance  as  a  ''  ten 
degree"  curve,  or  one  of  573  feet  radius,  of  one 
chain's  length. 

There  is,  however,  a  practical  limit  to  the  rate 
of  inclines,  although  it  is  unsettled,  from  the  diSer- 
ent  circumstances  of  the  trains  upon  diflerent  roads, 
and  from  differences  in  the  opinion  of  Engineers. 
Roads  which  from  the  extent  and  regularity  of 
their  tonnage  can  maiiitain  assistant  power,  may 
overcome  a  given  elevation  by  grades  of  100  feet 
per  mile  with  more  economy  than  by  diffusing  the 
same  or  greater  elevation  over  a  greater  distance, 
by  grades  of  40  or  60  feet  per  mile.     On  the  other 

.   hand,  roads  running  light  trains,  not  beyond  the 

-  power  of  ordinary  engines  on  40  feet  grades,  would 
lose  by  the  working  of  100  feet  grades,  even  if  oc- 
cupying but  a  small  portion  of  the  length  of  the 

.  road,  as  such  grades  would  require  an  embarrass- 
ing division  of  trains,  or  the  use  of  assistant  power 
which  would  be,  for  most  of  the  time,  out  of  use. 
It  is  certain,  that  steep  grades  have  other  disad- 

''  vantages,  than  in  the  loss  of  power  which  they  in- 
volve.    They  offjr  greater  liability  to  accident ; 

-  they  are  apt,  in  winter,  to  embarrass  the  working 
•    of  the  trains,  by  ice  and  snow  on  the  rails,  reduc- 
ing the  available  adhesion  necessary  for  ascend- 

..  ing  with  ordinary  trains.  Again,  on  a  very  heavy 
grade,  the  gravity  of  the  moving  power,  that  is,  the 
Engine  and  tender,  bears  a  much  higher  propor- 
tion to  the  useful  load. 

The  highest  grades  worked  by  a  heavy  business 
in  this  country,  are  116  feet  per  mile. 

With  a  disposition  of  grades  established  upon  the 
best  principles  applicable  for  the  economical  opera- 
tion of  a  road,  the  mechanical  merits  of  a  route 
:  are  governed  by  its  total  rise  and  fall,  rather  than 
by  the  rate  of  its  grades.  At  any  rate,  v;ilh  a  given 
rise  and  fall,  very  little  additional  distance  should 
be  assumed  to  rer^uce  the  ruling  grades  below  the 
practicable  limit.  On  a  great  freight  road,  grades 
•^  of  116  feet  per  mile,  do  not  interfere  with  the  eco- 
nomical operation  of  the  traffic. 

Not  by  these  remarks,  must  our  readers  infer 

'  however,  that  a  grade  of  116  feet  per  mile  is  to  be 

^  jM^A^ia  preference  to  a  lower  rate  of  incUoation. 


The^absolute  elevation  overcome  being  Uxed,  it^is 
only  to  be  disposed  in  the  manner  best  suited  for 
economical  working,  a  disposition  which  is  gener- 
ally governed  by  particular  considerations  of  the 
business  of  the  route. 

If  we  have  succeeded  in  calling  attention  to  the 
real  element  of  the  resistance  of  grades,  it  will  be 
seen  how  important  would  be  a  popular  knowledge 
of  the  topography  of  our  country,  parti«ularly  a 
knowledge  of  the  lowest  available  passes  through 
every  considerable  mountain  ridge  in  the  land.  To 
our  great  railroads,  a  difference  in  elevation  of  but 
one  foot  is  &  difference  of  S2, 000,  saved  or  lost  in 
$160  of  yearly  expenses.  And  at  tho  same  time 
we  have  mountain  ridges  traversing  all  the  great 
divisions  of  our  country,  and  liable  to  be  attacked 
at  any  time,  by  the  Engineer  for  the  purposes  of 
our  internal  commerce. 

To  the  State  of  New  York,  the  topography  of 
that  portion  of  the  Alleghany  range  separating  the 
waters  ol  the  Delaware  and  the  Hudson,  is  of  great 
interest  and  importance.  The  barrier  lying  be- 
tween the  rivers  occupies  the  northern  part  of  the 
State  of  New  Jersey  as,  well  as  the  southern  part 
of  New  York,  and  is  marked  by  six  or  seven  dis- 
tinct and  parallel  ridges.  There  is  but  one  depres- 
5ion  in  the  State,  penetrating  so  many  as  Jive  of 
these  ridges,  and  this  is  occupied  by  the  Passaic 
an4  Pequannock  rivers,  a  depression  giving  a  far 
better  route  than  that  occupied  by  the  Erie  Rail- 
road through  Orange  County,  in  New  York. 

We  shall  endeavor  to  give  some  data  of  the  To- 
pography of  this  section,  after  some  examinations 
now  progressing  are  completed. 

Joamal  of  Railroad  IJaiv. 

HOW  FAR  ARE  CORPORATIONS  LIABLE  FOR  THE  ACTS 
OF  TBEtR  AGENTS. 

The  annexed  authorities  are  relevant  to  ques- 
tions which,  at  the  present  time,  are  earnestly 
agitated. 

In  the  New  Hope  <^  Delaware  Bridge  Company 
vs.  the  Phenix  Bank  (3.  Comstock's  Reports  of 
Court  of  Appeals  156.)  it  was  held  that  the  direc- 
tors or  managers  of  a  banking  corporation  are 
probably  chargeable,  with  notice  of  such  matters 
relating  to  the  ordinary  business  of  the  institution 
as  are  known  to  their  cashier.  ..  ..:.  ^i   ; 

The  above-mentioned  plaintiffs,  a  corporation 
chartered  by  the  Legislature  of  New  Jersey,  and 
exercising  banking  powers,  increased  their  capital 
by  new  subscriptions ;  and  by  resolution  of  the 
Board  of  Managers  directed  the  installments  on 
the  stock  held  in  the  state  of  New  York,  to  be 
paid  in  at  the  defendants'  Bank  in  the  city  of  New 
York,  which  was  accordingly  done  to  a  large 
amount  in  May  1835.  The  defendants'  cashier, 
who  was  also  one  of  the  managers  of  the  plaintifl's 
Bank,  drew  out  and  loaned  a  portion  of  the  funds 
so  deposited,  to  be  repaid  on  demand,  and  sent  a 
statement  on  such  loans  to  the  plaintiffs'  cashier 
at  the  office  of  the  plaintiffs  kept  at  Philadelphia, 
requesting  at  the  same  time  to  be  informed,  if  the 
loans  were  not  satisfactory  so  that  he  might  call 
them  in.  The  plaintiffs'  cashier  replied  that  all 
was  satisfactory.  The  Board  of  Managers  after- 
wards met,  and  took  action  in  relation  to  the  bu- 
siness in  New  York,  bat  expressed  no  dissatisfac- 
tion in  respect  to  the  loans  so  made,  nor  in  any 
manner  repudiated  them.  It  was  held  that  the 
Managers  of  the  New  Hope  and  Delaware  Bridge 
Company  were  chargeable  with  riotice  of  the  fact 


that  the  loans  had  been  made  from  the  time  that 
it  was  communicated  to  their  cashier,  or  at  all 
events  from  the  time  of  then:  meeting  held  a  few 
mouths  after  their  cashier  had  received  the  notice 
above-mentioned.  And  it  was  held  further  that 
by  their  silent  acquiescence  they  had  ratified  the 
loan,  and  therefore  that  the  defendants  were  not 
liable  for  permitting  the  funds  to  be  withdrawn 
from  their  bank  and  loaned  without  authority  by 
Mr.  Delafield  acting  as  before  mentioned  in  his 
two-fold  capacity  of  Cashier  of  defendant  and 
Manager  of  the  New  Hope  &  Delaware  Bridge 
Company.  So  far  did  the  court  of  Appeals  regard 
the  N^w  Hope  and  Delaware  Bridge  Company 
bound  by  notice  communicated  to  their  cashier, 
and  by  their  own  silent  acquiescence  in  his  acts. 

But  in  the  foregoing  case,  the  Managers  of  the 
New  Hope  &  Delaware  Bridge  Company  were  ful- 
ly authorized  to  direct  in  what  way  their  fVmds 
should  be  invested ;  and  those  funds  having  been 
loaned  by  Mr.  Delafield  upon  stocks,  it  was  per- 
fectly competent  for  those  Managers  to  ratify  his 
proceedings,  thus  rendering  them  valid  from  the 
beginning. 

But  can  a  party  ratify  acta  which  he  had  no 
power  previously  to  authorize"?  Is  the  New 
Haven  Railroad  Company  to  be  regarded  as  hav- 
ing tacitly  sanctioned  the  issue  of  stock,  which 
could  not  have  been  warranted  by  an  express  pre- 
liminary vote  of  its  members  1 

Could  any  act  or  acquiescence  on  the  part  of 
that  Company  impart  validity  to  scrip  unauthoriz- 
ed by  law  1 

The  case  of^Delafidd  vs.  State  of  lUinois  2.  Hill 
100  grew  out  of  a  statute  in  Illinois  where  by  cer- 
tain officers  and  agents  of  that  State  were  author- 
ized to  borrow  money  for  public  use,  and  for  that 
purpose  to  sell  its  bonds  or  pubhc  stocks  at  not 
less  than  their  par  value.  Certain  bonds  of  the 
State  were  purchased  by  Mr.  Delafield  at  their 
nominal  amount,  which  were  to  draw  interest  from 
the  time  of  their  sale,  the  purchaser  agreeing  to 
pay  for  them  in  future  instalments,  without  inter- 
est, and  the  State  successfully  invoked  the  aid  of 
Chancery  to  extricate  it  from  the  difficulty  in 
which  it  was  involved. 

A  question  arose  in  this  case,  whether  not  the 
State  authorities  had  not  tacitly  ratified  the  pro- 
ceedings relative  to  the  transfer  of  the  Sute 
bonds.  Justice  Bronson  observed  in  substance, 
that  "  he  was  unable  to  say  that  there  had  been  a 
ratification.  Mr.  Delafield  relied  on  the  fact,  that 
the  Governor  of  Illinois,  after  he  knew  of  the  first 
contract,  signed  the  bonds  and  caused  them  to  be 
delivered  ;  and  that  analogous  acts  were  perform- 
ed by  other  public  officers  of  Illinois  in  regard  to 
the  bonds.  But  the  Governor  acted  imder  a  limit- 
ed authority,  as  did  the  subordinate  officers  refer- 
red to.  None  of  them  had  authority  to  make  such 
contracts  as  those  in  question ;  and  if  they  could 
not  make  them  originally  they  could  not  ratify 
them.  Ratification  must  come  from  the  principal, 
the  State  of  Illinois  (<Ae  People  vs.  Phanix  Bank, 
24,  Wend.  431).  The  State  of  Illinois  had  done 
nothing  to  sanction  the  contract.  The  Legislature 
has  neither  affirmed  the  contracts,  nor  done  any 
act  in  affirmance  of  them.  It  is  true  that  long 
acquiescence  or  even  silence,  may  sometimes  amount 
to  a  presumptive  ratification  of  the  acts  of  an 
agent.  (Story  on  Agency,  248).  But  before  we 
infer  any  thing  from  the  mere  aileooe  of  tb»  prin- 
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cipal  we  must  look  into  the  nature  of  the  original 
transaction,  the  relations  between  the  parties, 
their  habits  of  business,  &c.  How  long  or  how 
short  a  silence  on  the  part  of  the  principal  will 
justify  an  inference  of  ratification  of  his  agent's 
acts  must  depend  upon  the  circumstaDces  of  each 
particular  case.  A  Legislature  cannot  be  expect- 
ed to  move  with  the  "  celecity  of  a  Wall  street 
broker."       -■[■■    ''"..-^    ''-''■■:      ■:''  ■:■■■■'■-■■•. 

And  accordingly,  a  period  of  silence  which  in 
the  case  of  a  vigilant  mercantile  firm  might  well 
justify  the  presumption  of  acquiescence,  might  be 
totally  insufficient  for  such  a  purpose  in  the  case 
of  a  large  corporation. 

Rallwrajr  Traffic  Retarma. 

Qreat  Wester7i  of  Canada. 

^  Weeks  ending                    June  30,  July  7. 

Pawengers $17,139  $14,530 

Freight 3,470  *1,220 

Sundries 1,189  1,080 


$21,798  $16,830 

Passengers  carried          8,822          , .  8,241 

Total  passengers  since  Jan.  1st         . .  177,958 

Total  receipts  since  Jan.  Ist            . .  $632,309 

Miles  open 229 

*  Freights  were  stopped  between  Hamilton  and 
the  western  station  during  the  past  week. 

Cincinnati,  Humilion,  and  Dayton. 
Month  of  June  ■  1853,        1854. 

Passengers $20,528    $24,295 

Freight 10,905       14,660 

Mail,  &c 870         1,020 


Total . 


$32,303 


$39,975 
32,303 


-j.r-  -v«" 


Increase,  nearly  24^per  cent.  $7,672 

Great  Western  of  Canada  229  miles. 

■-'■  For  the  week  ending  July  14th  1854. 

Received  for  passengers $13,208 

"  Freight 2,265 

"  Sundries 1,053 


Total $16,526 

No.  of  passengers  carried 7,118 

Do.  since  Jan.  1st  1854 185,076 

Total  Receipt  since  Jan.  1st $548,836 

Grand  Trunk  of  Canada  292  miles. 
For  the  week  ending  July  1,  1854. 

Received  for  3,039  passengers $5,724 

3,341  tons  freight 7,522 

608  M.  feet  lumber 2,593 

•  .^  731  cords  wood .....  I 1,033 

Mails  &c 780 


$17,652 

Total  receipts  since  June  1 $355,744 

BeUafontaine  and  Indiana  Railroad  Company. 
The  following  is  a  statement  of  the  receipts  and 
expenditures  of  the  Bellefontaine  and    Indiana 
Railroad  Company  for  the  six  months  ending  Jane 
30,1854: 

From  Passengers $55,036  48 

From  Freight 61,913  39 

From  Mail  and  Express 4,225  89 


Total $121,174  76 

Total  Expenses 47,966  63 


The  receipts  of  coal  and  flour  are  as  follows : 

June,  1854 67,751  tons.       31,791  bbls. 

June,  1858 21,580    "  28,261     " 

Increase 36,171  3,530 

The  half  year  closes  with  June,  and  the  follow- 
ing statement  «f  the  receipts  of  the  main  stem  will 
show  how  the  first  six  months  of  this  year  com- 
pares with  those  of  the  last : 

Main  Stem,  1854.   Main  Stem,  1853. 

January $254,277  10  $101,819  49 

February 279,856  87  99,017  27 

March 356,880  45  216,257  37 

April 351,379  81  200,219  59 

May 366,974  86  204,950  01 

June 316,802  34  189,967  61 


Net  Earnings $73,203  13 

The  Baltimore  and  Ohio  Railroad. 
Show  the  following  receipts  for  the  month  o^ 
Jcme: 

Main  stem.   Wash.  Br.      Totals 
For  pa88engers.$45,594  42  $25,356  26  $70,950  68 
For  freight 271,207  92       6,622  72  277,730  64 


,  $1,926,17143        $1,012  24124 

Proipeott  of  the  Grand  Trank  Ralliirajr . 

We  give  below  the  remarks  of  Mr.  Gait  on  the 
Grand  Trunk  Railway,  made  in  the  House  of 
Assembly  of  Canada,  June  20th: — 

Mr.  Gait  said  he  thought  it  proper  to  make 
some  reply  to  the  remarks  by  the  Hon.  member 
sfor  Kent  on  the  Grand  Trunk  Railway  .Hon.  gen- 
tlemen might  express  some  surprise  at  his  under- 
taking the  defence  of  the  Grand  Trunk  Company 
after  the  position  he  occupied  in  1862.  He  had 
nothing  to  add  nor  nothing  to  retract  from  the 
statements  he  had  then  made;  but  the  reason  that 
induced  him  to  withdraw  his  oppostion,  was  (while 
he  saw  the  determination  of  the  govemmeut  to 
persist  in  the  scheme,)  the  prospect  of  securing 
a  bridge  across  the  St.  Lawrence  at  Montreal,  and 
a  continuous  line  of  railway  under  one  manage- 
ment, westward  of  Montreal,  to  Samia.  The 
bridge  he  considered  of  the  utmost  provincial 
importance,  and  a  continuous  railway,  under  one 
management  would  afford  the  public  greater  ac- 
commodation, at  less  price  than  several  lines 
possibly  could. 

He  further  contended  that  under  the  circum- 
stances the  present  policy  of  the  Grand  Trunk 
Company  was  the  best  that  could  be  adopted.  It 
was  impossible  to  deny  that  the  position  of  the 
money  market  in  England  rendered  it  very  hard  to 
obtain  money  for  any  new  undertaking.  That  fact 
mieht  be  learned  on  any  exchange  on  this  continent 
or  in  Englad. 

With  respect  to  the  issue  of  Debentures  by  the 
Government  in  favor  of^ the  Company,  he  would 
state  that  the  total  amomit  of  provincial  Debentures 
forwarded  to  their  shareholders  by  the  Grand 
Trunk  Company,  was  £1811,500,  which  were 
sent  under  authority  of  Railway  Guarantee  Act  viz: 
St.  Lawrence  and  Atlantic  467,600 
Less  issued  before  Amalga-      400,000 

mation, £67,500 

Quebec  and  Richmond,...  £250,000 


Grand;  Trunk  Railway  dis- 
tance 345  miles  at  £3,000 
per  mile 

Trois  Pistoles  Line,  distance 
153  mUes,  at  £3,000,.... 


One  half  has  been  sent  to 
London    Agents,  or 

Comprehending  balance  due 
St  Lawrence  and  Atlantic 
Quebec  and  Richmond .... 
Grand  Trunk  and  Trois. . ..    ,„ 

JrlSLOivS|  ••••  ••••  •••■  ■••V'\ 


V  ,     ;;  £317,500 

£1,035,000 

459,000 


£1,811,600 


£906,750 


£67,500 
260,000 

688,250 


$316,802  34  $81,878  98  $348,681  32] 


£905,750 

The  remaining  half  has  not  yet  been  sent  to 
London.  Abont  £300,000  of  those  sent,  have 
been  issued  to  the  public ;  being  less  than  was 
due  for  the  St'  Lawrence  and  Atlantic  and  Que- 
dec  and  Richmond  Road.  The  remaining  £600,- 
000  will  be  issued  as  they  are  paid  for  in  full ;  the 


proceeds  remaining  at  the  credit  of  the  Province 
till  the  Company  are  entitled  to  the  same.  The  to- 
tal amount  of  Provincial  aid  under  all  Acts  form- 
ing the  Grand  Tmnl?  Company,  is  £1,811,600, 
for  which  the  Proviuc^  will  bold  a  first  mort^n^ge 
over  an  expenditure  of  £9,500,000;  the  St.  Law- 
rence bridge,  and  Toronto  and  Sarniaroad  and 
the  Grand  Trunk  Junction  Line,  making  together 
about  £3.200,000,  beipg  undertaken  without  any 
Government  aid.  Th^  Provincial  advance  will, 
therefore,  be  only  24  per  cent,  instead  of  60  per 
cent,  under  the  Railway  Guarantee  Act  and  34  per 
cent,  under  the  Grand  Trunk  Act.  The  principle 
has  been  admitted  by  the  goveruraent  in  the  oaie 
of  every  railway  company  in  the  Province,  of  per- 
mitting the  negociatioa  of  Government  debentures 
at  the  period  and  in  tlhe  manner  most  advanta- 
geous to  the  Compan[y,  subject  to  the  condition 
that  the  proceeds  thereof  remain  at  the  credit  of 
the  Province,  until  the  Companies  become  enti- 
tled to  the  same  by  the  progress  of  their  works. 
This  course  has  bceii  taken  towards  the  Grand 
Trunk  Railway.  Also,  iji  their  case  it  was  the  more 
necessary,  because  th^  debentures  were  by  the 
Companies'  prospectusjin  fact,  sold  to  the  parties 
before  becoming  shareholders,  and  it  was  impossi- 
ble to  so  divide  amongst  them  the  sums  provided  by 
the  Act  to  be  issued  '£40,000  in  every  £100,000 
expended.  The  whole  amount  therefore,  must 
have  remained  unappik)priated,  until  the  comple- 
tion of  the  entire  work6,  a  course  that  would  have 
deprived  the  Company  of  that  provincial  credit, 
which  it  was  designed  by  the  legislature  tn  give 
them,  and  which  had  become  more  important,  ow- 
ing to  the  change  in  the  money  market,  arising 
from  the  disturbed  state  of  Europe.  He  believed 
the  Company  would  be  able  to  carry  out  their  en- 
gagements and  that  the  contractors  were  men  of 
the  very  higdest  staudjng 


-f- 


The  following  table  taken  from  a  speech  deliv- 
ered in  Congrass  a  few  days  since  by  Mr.  Haven, 
shows  the  expenses  of  maintaing  the  Postal  Sys- 
tem, and  the  amount  of  revenue  collected  in  each 
State :  I 

Total  Postages 
States  and  Territories.    Collected. 

Maine ^125,194  94 

New  Hampshire '  81,703  63 

Vermont 78,638  86 

Massachusetts 456,966  80 

Rhode  Island 47,377  79 

Connecticut 146,364  60 


New  York '..  ..1^175,516 


16,310 
89,074 
488,303 
152,158 
,  37,832 
^83,472 


Delaware 

New  Jersey 

Pennsylvania 

Maryland 

District  of  Columbia 

Virginia 

North  Carolina i  60,751 

South  Carolina :  82,985 

Georgia {142,800 

Florida  ... 
Alabama  . , 
Mississippi 

Texas 

Kentucky 112,642 

Michigan 96,757 


06 

71 

17 

30 

11 

89 

19 

61 

76 

14 

16,878  83 

96,091  85 

73,108  21 

47,164  46 

60 

19 


TransporVn. 
$52,767  88 

31,999 

62,476 
180,117 

12,139 

64,173 
466,019 
9.412 

74,189 
238,019 
191,686 


46 

86 
13 
72 
18 
76 
00 
55 
69 
20 


813,234  72 
175,630  69 
127,160  19 
215,238 
38,661 
178,643 
115,924 
189,862 


78 
99 
86 
92 
19 


[73,670  83 


Wisconsin .... 

Louisiana 

Tennessee 

Missouri.. ,...  

Illinois i75,346 

Ohio $75,759 

Indiana 137,339  43 

Arkansas 25,105  89 

Iowa 140,980  2:> 

California 123,152  00 

Oregon  Territory I  9,798 


i28,170  18 
86,701  10 
98,781  82 
83 

72 


Minnesota  Territory..  ■  3,621 

New- Mexico  Terr'ty..  I      617 

UUh  Territory 969 

Nebraska  Territory..  620 

Washington  Territory  686 


85 
86 
92 
66 
18 
89 


139,088  16 

186,260  14 

46,608  00 

90,420  78 

92,886  29 

140,464  41 

181,611  10 

363,182  87 

109,392  96 

90,869  15 

36,893  32 

174,243 

47,682 

2,386 

19,647 

3,269 


02 
16 
28 
22 
70 


Total $5,084,464  67  $4,199,951  68 
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Colt  BentonU  Attmolt.  upon  lllajor  Emory. 

It  will  be  recollected  that  »  prominent  feature 
in  Col.  Benton's  late  speech  against  the  Mexican 
treaty  was  his  violent  opposition  to  what  is  known 
aa  the  southern  railroad  route  to  the  Pacific.  In 
^  connexion  with  this  subject  he  indulged  in  re- 
marks which  implicated  Major  Emory  in  a  man- 
ner calculated  to  affect  that  gentlemen's  charac- 
ter. Major  Emory  is  not  the  man  to  submit  to  an 
rojury  of  this  kind  without  repelling  the  assault. 
It  will  be  seen  from  his  letter  below  that  he  meets 
the  charges  of  Col.  Benton  with  a  straightforward 
denial,  which  will  satisfy  all  unprejudiced  minds 
that  he  has  been  wantonly  and  unjustly  assailed. 
This  is  one  additional  proof  that  Col.  Benton's 
passions  have  obtained  the  mastery  over  his  bet- 
ter judgment.  Maj.  Emory  8  letter  is  as  follows: 
..  >_,. 'xi^.-:.^  ■;..:.  .  •>;  >  Washington,  July  6,  1854. 
To  the  Editor  of  lie  Union  : 

Sir  ;  A  speech  of  Thomas  H.  Benton  on  the  ten- 
milllon-treaty.bill,  published  in  the  Globe  of  yes- 
terday, and  which  has  this  moment  reached  my 
eye,  contains  this  statement : 

"  And  now  for  the  reason  this  route  must  go 
south  of  the  Gila,  and  a  thousand  miles  out  of  the 
way,  &c.,&c. 

"I  will  tell  you,  and  for  that  purpose  must  in- 
troduce you  to  a  large  object,  on  paper  -the  city 
of  New  San  Diego.     Here  it  is— here  it  is— and 
with  ex plauatorj[_ notes  snowing  that  it  is  a  port, 
'      an  United    States  military  depot,  &c.,  &c. ;  and 
further   showing  that  it  was  surveyed  by  A.  B. 
,      Gray,   Unite!   States  boundary  commission,  and 
T.  I>.  Johns,  United  States  army. 
"  For  the  rest,  this  ntw  San  Diego  is  south   of 
■      the  old  San  Diego,  and  so  far  south  that  no  road 
^    to  San  Francisco  could  go  by  it,  unless  it  went 
south  of  the  Gila." 

*         *         ♦:.  • ;  *-■    :'•*         * 

"  Its  conception  dates  with  the  sojourn  of  the 
boundary  commission  there,  some  five  or  six  years 
back;  and  Mr.  Bartlett,  who  was  dismissed  from 
that  commission,  has  often  told  me  that  the  boun- 
dary  survey  was  delayed  eight  months,  waiting 
;    for  the  survey  of  that  town, 

"  Mr.   Emory,  of  the  topographical  corps,  and 

who  was  of  the    boundary  commission,  and   is  in 

.charge  of  the   Pacific  route  surveys,  and   who  is 

.     brother-in-law  of  the  president  of  the  one  hundred 

'■■  million  company,  is  said  to  be  interested  in  this 

city." 

Now  sir,  I  pronounce  these  charges  and  iiisinua- 
tiDUS  agaiiKt  me  malicious  and  false,  and  without 
even  the  shadow  of  truth. 

I  do  not  own,  and  never  did  own,  a  single  lot  in 
;    new  San  Diego;  I  never  surveyed,  caused  to  be 
curveyed,  or  permitted  any  person  over  whom  1 
'r  had  control  to  survey,  new  San  Diego,  or  to  en- 
:.  j;«ge  in  any  other  private  survey  in  Cjilifornia. 
• .  Throughout  the  whole  course  of  ray  service  in  Cal, 
with  Geo.  Kearney,  and  on  the  boundary  survey, 
I  remained,  constantly  on  the  work,  never  accep- 
ting private  employment  of  any  kind,  although 
offers   were  made  to  mc  which  at  this  distance 
.  would  appear  fabulous. 

I  never  owned   property  in  either   old  or   new 

•  San  Diego.  The  only  property  I  ever  owned  in 
the  vicinity  of  either  was  transferred  to  me,  dur- 
ing my  absence  on  the  boundary  survey  line,  by 
my  friend,  tlie  late  Gen.  Bean,  for  the  sum  of  S320 

.  advanced  by  me  to  him.  The  property  I  then 
.'■  considered  nearly  worthless.  I  sold  a  portion  of 
'■  it  in  1850  for  $200,  and  executed  a  power  of  at- 
'•  tomey  in  the  same  year,  directing  the   remainder 

*  to  be  sold;  audi  presume  it  has  been  by 


bad  no  return  from  it  since  then,  ^ost  fonr  yean 
ago  this  summer.  If  Mr.  Benton  has  more  precise 
information,  it  will  be  cheerfully  received  ;  and  I 
shall  be  glad  to  learn  that  the  proceeds  of  the 
further  sale  are  sufficient  to  reimburse  the  re- 
mainder of  my  advance. 

To  show  more  conclusively  thfe  infamy  and  in- 
justice of  his  insinuation  in  connexion  with  my 
duties  on  the  Pacific  railroad  surveys,  I  will  here 
state  that  if  I  have  an  interest  in  any  city  of  Cali- 
fornia, it  is  Sau  Francisco.  I  do  ovra  what  is  to 
mc  a  very  considerable  interest  in  that  city,  hav- 
ing some  time  since  invested  there  four  thousand 
dollars  which  I  received  from  my  father's  estate 
in  Queen  Anne's  country,  Maryland. 

I  will  add,  moreover,  that  I  am  not,  nor  have 
ever  been,  connected  with  any  Pacific  railroad 
scheme ;  that  I  have  never  owned  at  any  time  any 
shares  whatever  in  any  route,  and  have  no  per- 
sonal interest  whatever,  directly  or  indirectly,in any 
scheme  of  a  railroad  to  the  Pacific ;  and  that  I 
have  never  had  any  business  transiictions  with 
Mr.  "Walker,  public  or  private. 

Ever  since  my  campaign  with  General  Kearney 
in  1846,  in  which  a  member  of  Mr.  Benton's  fam- 
ily was  dismissed  from  the  army,  he  has  not  fail- 
ed, on  every  occasion  that  presented  itself,  to  at- 
itempt  by  his  influence  to  injure  me  in  the  dis- 
charge of  my  ofldcial  duties,  and  to  attempt  to 
malign  me  in  speeches  purporting  to  have  been 
delivered  on  the  floor  of  Congress. 

I  have,  like  others,  silently  endured  up  to  this 
time  Mr.  Benton's  evident  malice  and  his  notori- 
ously slanderous  tongue.  I  shall  do  so  no  long- 
er ;  and  whatever  others  may  do  in  like  cases,  or 
think,  I  will  henceforth  stamp  as  such,  any  false- 
hood he  may  utter  to  my  prejudice. 

WILLIAM  HEMSLEY  EMORY. 
—  Was/i.   Union.  .    . .  . 


good  per  centage  on  a  railway  which  willcost  £8,- 
000  per  mile,  including  staff,  plant,and  interest 
to  shareholders  until  completion. 

The  following  statement  will  show  the  details  of 
the  operation  of  the  road,  for  the  year  to  May  1-3. 

Amount  rec'd. 


Total  passengers  carried 81,569 

"     tons  of  freight  do 46,836 

"  Feet  of  lumber  do..,.  6,371,214 
"     Cords  of  wood  do 17,415 

Rec'd.  for  Mail  service 


Total  receipts. 


r 


862,833 

110,812 

18,626 

23,082 

16,320 

287,743 


The  receipts  per  week  have  been  as  follows : 


Week  ending,  :     ,     Total 

"  Dollars. 

January    7 8,001724 

"       14 8,871  661 

"      21 10,633  48 

"       28 10,842  50 

February  4 12,333  16 

"       11 10,671  35i 

"      18 10,002  44J 

"      25 9,605  13J 

March  4 12,193  12t 

"       11 12,243  451 

"       18 13,251  5U 

"       35 13,793  071 

April    1 11,500  77 

8 14,649  91 

"       15 12,873  27 

22 15,301  65i 

29 14,793  234 

6 14,252  664 

13 16,088  05i 


Sterling 


May 


£.        9. 

d. 

1,644  3 

9| 

1,822  18 

6 

2,184  19 

3 

2.227  18 

24 

2,033  4 

21 

2,178  7 

3 

2,056  6 

8 

1,973  13 

2 

2,606  16 

m 

2,515  16 

7 

2,722  18 

34 

2,884  3 

104 

2,866  3 

54 

2,989  14 

2 

2.645  3 

91 

3,144  3 

64 

3,033  10  194 

2,928  12 

^ 

3,299  12 

0| 

$237,743  98  £47,606    4     9 


y 


CanadlRn  Grand  Trunk  Rail 
Company. 

We  have  been  furnished  with  the  traflSc  receipts 
of  the  Grand  Trunk  Railway  of  Canada  from  the 
1st  of  January  last,  which  exhibit  a  pleasing  as- 
pect, inasmuch  as  the  progress  in  the  increase  has 
from  the  1st  of  January  been  gradual.  Oar  in- 
formant states  that  the  line  is  still  unfinished  for 
about  flfly  miles  in  the  centre,  between  Monteal 
and  Portland,  and  that  tue  present  traffic  must  be 
considered  as  purely  local;  indeed,  the  small 
amount  received  per  head  for  passengers,  78  cents, 
o  r  3s  3d  sterling,  clearly  proves  this.  We  are  fur- 
ther informed  that  by  the  1st  of  July  next  "through' 
traffic  may  be  expected  to  pass  over  the  line,  and 
a  very  large  increase  will  consequently  be  the 
result. 

This  section  of  the  Grand  Trunk,  as  estimated, 
will  cost,  though  seventy  miles,  longer,  the  same 
money  as  the  Great  Western  Railway  of  Canada 
had  done:  it  may,  therefore,  be  fair  to  contrast 
the  receipts  of  the  one  with  theother  .  So  far  they 
preponderate  in  favor  of  the  latter —  the  average 
weekly  receipts  of  the  Great  Western  being 
£3,870  per  week  against  £2,505  of  the  Grand 
Trunk;  but  the  last  week's  receipt  showed  a  dffer. 
ence  only  of£971 — the  respective  amounts  being 
published  in  last  Saturday  s  railway  papers — the 
Great  Western  Railway  £4,270  sterling,  and  the 
Grand  Trunk  Railway  £3,299  sterling;  so  that  it 
will  be  seen  the  latter  is  making  rapid  strides  to 
reach  the  Great  Western.  We  shall  watch  with 
some  anxiety  the  progress  it  makes;  but  are 
told  not  to  expect  much  till  after  the  1st  of  July. 
It  must  be  evident  to  all  interested  that,  when 
the  Quebecjand  Richmond  section  is  opened,  a  con- 
siderable addition  to  the  receipts  must  take  place 
on  the  portion 


of  the    line   now    being   worked, 
the  connecting  of  the  cities  of  Quebec  and  Montreal 

^ ,   r ,    this  I  with  Portland  and  the  Atlantic  ought  of  itself  to 

time,  if  not  on  my  account,  for  taxes,  as  I  have  J  be  enough  to  produce  a  traffic  capable  Qt^vs^jog  a  I     It  was  farther  resolved  to  appoint  a  Committee 


Crystal  Palace. 

We  are  sorr  y  to  find  that  the  recent  attempt  to 
recusc'.tate  the  "Crystal  Palace"  has  proved  unsuc- 
cessful. M.  Barnum  has  resigned  the  Presidency 
of  the  association .  for  the  reasons  stated  in  the 
following  note  addressed  to  the  Directors: 

Gentlemen:  in  accepting  at  your  hands  the  office 
of  President,  I  pledged  myself  to  devote  my  entire 
time  to  your  interest.  I  have  unflinchingly  done 
so.  Perceiving  now  that  over  exertion,  especially 
at  this  season  is  affecting  my  health  and  becoming 
sensible  that  my  other  numerous  avocations  pe- 
remptorilly  require  my  attention,  I  feel  constrained 
respectfully  to  tender  you  my  resignation. 

The  report  of  the  Finance  Committee,  made  this 
day,  shows  that,  even  at  this  dull  season  of  the 
year,  the  receipts  of  the  Crystal  Palace  exceed 
the  current  expenses,.  From  the  desire  generally 
manifested  by  manufacturer  and  artists  to  get  in 
their  specimens  for  exhibition  during  the  present 
month,  there  seems  no  rea.son  to  doubt  that  visitors 
at  the  Palace  during  the  Autumn  will  surpass  in 
bumpers  those  of  any  former  period,  particularly 
if  you  decide  to  terminate  the  entire  Exhibition, 
dissolve  the  Association,  and  dispose  of  its  pro- 
perty, on  the  Isl  November  next. 

As  one  of  the  Directors,  I  shall  contiune  to 
esteem  it  a  pleasure  to  exert  myself  for  the  pro- 
motion of  the  interests  of  the  Association.  In 
common  with  my  fellow  citizens,  I  am  grateful 
for  the  prosperity  it  has  already  conferred  upon 
our  City,  as  well  as  upon  the  country  at  large, 
(notwithstanding  the  pecuniary  embarrasments 
under  which  it  has  labored. )  by  extending  the 
popular  love  for  Industry  and  Art  in  all  their 
beautiful  and  useful  developments. 

I  am,  gentlemen,  respectfully  yours. 
P.  T.  Barnum 

The  resignation  was  accepted  and  John  H.  White 
Esq.,  was  unainmously  elected  President  pro  tem. 

A  Committee  was  appointed  to  obtain  the  ser- 
vices of  an  efficent  Superintendent  for  the  season 
before  us  and  it  was  resolved  to  finally  close  the 
Exhibition  on  the  dlst  of  October  next. 
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with  power  to  dispose  of  the  Crystal  Palace  and 
all  other  property  of  the  Association,  deliverable 
on  or  after  the  1st  day  of  November  next. 

So  the  "Crystal  Palace"  is   to  have  its  demise 
onthe  first  of  November  next. 


Androacoggin  and  Kennebee  Railroad 

The  recent  annual  report  of  this  company  states 
the  whole  cost  of  the  road  to  be  $2,176,506,  or 
$39,572  per  mile. 

The  earnings  for  the  year  ending  May  31s 
1854,  were  $161,321  40,  and  the  expenses 
were  $67,950  98,  leaving  the  net  earnings  $98,- 
370  42.  The  proportion  of  expenses  toearnines 
was  4U  r^r  cent.  The  miles  run  by  locomotives 
120,070,  at  a  cost[)er    mile  run  of  66  6-10  cents. 

The  capital  stock  amounts  to  $687,276  64;  the 
Bonds  to  $1,045,800,  and  the  floating  debt  $99,- 
004  41.  from  which  Irst  item  deduct  the  sum  of 
$41,459  20  for  cash  and  other  assets  on  baad. 

The  following  table  will  show  the  receipts  and 
expenses  for  the  sevaral  years: 

Year.  Receipts.  Expenses.  Increase.     Gain. 

1851.102,646  95  63,548  77 

1852.125,054  36  58,078  56  22,407  37  20  per  cent. 
1853.140,561  42  60,607  99  15,507  05  12  1-15  per  ct. 
1864.161,322  40  67,060  98  20,760  00  14  3-4    per  ct. 

In  reference  to  the  future  prospects  of  this  road 
we  copy  the  following  from  the  report. 
In  the  spring  of  1853,  the  d  btof  the  Company 
was  very  pressiug,  and  its  credit  at  a  low  ebb,  in 
consequence  of  its  not  being  able  to  meet  its  en- 
gagements with  promptness.  The  floating  debt 
was  about  $240,000  and  its  over  due  bonds  about 
$270,000,  while  the  only  available  means  it  had 
was  about  $300,01)0  of  the  million  loan  undisposed 
of  The  Directors  submitted  a  proposition  to  issue 
bonds  to  the  amount  of  $500,000,  payable  in  SLock 
at  the  expiration  often  years,  or  sooner,  at  the  op- 
tion of  the  holder;  the  bonds  to  have  semi-annual 
interest-wariants  annexed  payable  in  cash;  and  to 
be  paid  for  one-half  in  stock,  the  other  half  in  mon- 
ey, which  was  adopted  by  the  shareholders  and 
went  into  immediate  operation.  Many  of  the 
most  Sagacious  Stockholders  perceiving  the 
advantages  offered  by  this  proposition,  both  of 
relieving  the  Company  and  putting  a  dividend 
upon  the  shares  surrendered  into  their  own 
pockets,  availed  themselves  at  once  of  the  privil- 
ege. By  the  investment  they  obtained  six  per 
Cent  upoi  the  cash  advanced.  The  Treasury  has 
thus  far,  received  from  the  operation  $142,200  in 
cash  or  outstanding  debts;  and  as  ttie  principal  is  to 
be  repaid  in  stock,  the  only  burden  which  comes 
upon  the  Company  is  the  payment  of  interest, 
which  is  readily  met  from  the  receipts  of  the  road' 

The  Directors  say  it  must  be  apparent  on  exam- 
ination of  the  earnuigs  and  prospects  of  the  road, 
that  it  h.is  the  ability,  when  once  relieved  from 
the  pressure  cf  the  floating  claims  against  it,  to  pay 
from  its  not  earnings  all  its  interest,  and  leave  a 
handsome  surplus  for  keeping  np  the  sound  condi- 
tion of  the  road,  and  distributing  to  its  sharehold- 
ers a  regular  dividend. 

If  such  results  may  de  inferred  from  this  state  of 
things,  what  may  not  be  anticipated  when  the  Pen- 
obscot and  Kennebec  road  shall  oSev  us  its  contrib- 
ntary  stream,  connecting  us,  within  the  year,  with 
the  grand  seat  of  enterprise  and  business  on  the 
Penobscot  river  and  the  rapidly  growing  country 
east  of  it;  and  at  a  time  not  far  distant,  with  the 
flourishing  provinces  still  further  east,  whose  trafiF- 
ic  and  passengers  will  seek  the  west  through  this 
commodious  channel.  And  also  when  that  other 
tributary  stream,  the  Androscoggin  road,  shall 
extend  her  facilities  into  the  beautiful  vallies  of 
the  Sandy  river  and  the  upper  waters  of  the  Ken- 
nebec. 

In  arder  to  help  forward  the  early  completion  of 
the  Penobscot  and  Kennebec  road,  we  have  during 
the  last  seven  or  eight  months  furnished  the  Com- 
pany with  facilities  and  means  for  transportation 
and  equipment,  and  have  received  payment  in  the 
stock  of  that  road  to  the  amount  of  $7500,  bearin 


interest,  which  forms  new  part  of  the  assets  of  our 
Company. 

We  have  made  a  new  contract  with  the  Government 
of  the  United  State8,for  the  transportation  of  the 
mail,  by  which  we  have  received  since  the  first 
day  of  July  last  $100  a  mile,  or  $5500  a  year  for 
transporting  the  mail  twelve  times  a  week  each 
way.  We  have  to  furnish  a  separate  apartment 
in  our  cars,  conveniently  fitted  up  for  this  ser- 
vice. 

The  Directors  for  the  year  are  Rufus  Horton 
aud  Ira  Crocker  of  Portland.  . 

D.  L.Millikin,  of  Burnham,  Ashur  Hinas,  of  Ben- 
ton, Wm.  M.  Longl«»y'  of  Green,  Anson  P.  Morrill' 
of  Readfield,  andJohn  M.  Frye,  of  Lewistcn. 

VIektburgb.  Sbreveport  und  Texas 
Railroad. 

Our  readers  will  be  gratified  to  learn  that  the 
Board  of  Directors  of  the  Vicksburgh.  Shreveport 
and  Texas  Railroad  Company,  at  their  late  meet- 
ing put  60  miles  of  the  road  under  contract. 
Twenty  miles  at  Vicksburgh,  ten  at  Monroe,  run- 
ning, west,  and  twenty  at  Shreveport,  running 
to  the  I  exas  line.  The  contract  at  Vicksburgh 
was  awarded  to  Col.  J.  B.  Ives  of  New  Odeans, 
a  gentleman  of  much  experience  in  road  building, 
and  fully  responsible.  His  contract  embraces  the 
entire  completion  of  the  road,  such  as  grading, 
furnishing,  and  putting  down  the  cross-ties,  laying 
the  iron,  etc. — and  cars.  The  Company  will  pur- 
chase and  deliver  the  iron,  locomotives  and  cars. 
The  other  two  contracts  embrace  similar  provisions. 
The  contract  for  ten  miles  at  Monroe,  was  taken 
by  Dr.  J.  T.  Simmons  &  Co. 

The  twenty  miles  at  Shreveport  was  taken  by 
Dr.  C.  Young  and  Mr.  P.J  Tournadre.  The  con- 
tractors will  commence  operations  just  as  soon  as 
arrangements  can  be  made  to  get  bands  and  the 
necessary  tools,  to  work  with.  The  entire  sub- 
scriptions to  the  stock  at  thi-s  time  amount  to  the 
sum  of  $1,790,500  with  every  probability  of  an 
immediate  enlargement.  A  company  of  gentlemen 
in  New  Orleans  have  a  greed  to  take  $100,00 
worth  of  stock,  and  it  is  expected  that  some  gen- 
tlemen in  Georgia  will  take  stock  to  the  amount 
of  $25,000.  The  following  important  resolution 
was  passed  by  the  Board; 

Resolved,  That  N.  D.  Coleman,  Esq.  t"he  Presi- 
dent of  this  road,  be  authorized  to  contract  with 
any  Railroad  Company  for  the  construction,  in 
whole  or  in  part,  of  the  section  of  this  road  from 
Red  River  west  to  the  Texas  line,  on  the  best  terms 
and  conditions  practicable,  and  to  submit  the 
said  contract  or  contracts,  to  this  Board  for  their 
ratification. — Skreveport  Dem. 

Finances  of  Ptailadelplila. 

By  an  official  report^  we  learn  that  the  debt  of 
the  consolidated  city  of  Philadelphia  amounts  to 
$18, 138, 371  87.  Amount  of  railroad  stock  draw- 
ing interest,,  $9,  708.440  40.  Funded  debt  un- 
secured by  dividend  paying  stocks  $8,429,927,47. 
Amount  of  interest  due'  $367,000-  Cash  in  Treas- 
ury $142,792  82.  In  consequence  of  the  confusion 
aflairs  incident  to  the  change  of  several  municipal- 
corporations  into  one  city,  the  treasury  lacks  the 
necessary  funds  to  pay  the  July  interest  of  the 
debt.  An  ordinance  bas  in  consequence  been  in- 
troduced, authorizing  a  loan  of  $370,000  for  that 
purpose. 

Central  Military  Tract  Railroad. 

We  learn  from  the  Galesburg  Democrat,  that 
a  meeting  of  the  stockholders  of  the  Central  Mili- 
tary Tract  Railroad  Company  was  held  in  Gales- 
burgh,,  on  the  12th  ult.,  for  the  election  of  directors 
for  the  ensueng  yeay.  The  following  gentlemen 
were  chosen. 

J.  W.  Brooks,  James  F.  Joy,  Henry  Ledyard, 
aud  G.  V.  W.  Lalhrop,  of  Detroit;  C.  G.  Hammond- 
I.  H.  Burch,  J.  H.  Kinzie,  of  Chicago;  Sil»8  Wil. 
lard,  G.  W.  Gale,  C.  S.  C-lton,  Wm.  J.  Sheldon,  Jas. 
Bruce,  and  Enos.  M'  Euler,  of  Galesburg. 

At  a  meeting  of  the  new  directors,  held  the 
same  day,  J.  W.  Brooks,  of  Detroit,  was  elected 
president  of  the  Board,  and  David  Sanboro,  of 
Galesburg,  secrotary. 


Itourell  L<ocwntotives. 

A  new  locomotive  (  the  first  twelve  of  an  en- 
tirely new  pattern  which  are  now  being  built,) 
hasjust  been  completed  at  the  "Lowell  Locumo- 
tive  Shop."  All  Railroad  comparies  will  be 
pleased  to  learn  that  the  combinations  which  this 
machine  possesses  has  proved  perfectly  succf^ssful. 

The  trial  trip  of  this  engine,  in  drawinj;  the 
express  train  from  Lowell  to  Boston — consumed 
only  thirty  nine  minut<fs,and  was  effected  with  as 
apparent  ease  aud  safety  &s  thtf  best  engin«4  of 
the  road  accomplished  in  f.fty  qainutes — which  is 
the  usual  time. 

The  engine  went  out  of  the  vatd,  the  propertr 
of  the  Western  Vt.  R.  R.  Co. 

These  engines'  embracing  as  they  do  every  varie- 
ty of  modern  Improvement,  cannot  fail  to  be  as 
profitable  to  the  proprietors  as  they  are  complimen- 
tary to  the  taste  and  artistic  skill  of  the  dt»i<fnfir 
and  manufacturers — and  if  the  one  here  referred  to 
is  au  indication  of  what  is  to  follow,  Lowell  may  bs 
marked  in  the  front  line  in  locomotive  building. 

Mr.  Stephen  F.  Gates,  for  many  years  connected 
with  the  Boston  Locomotive  Works,  was  the  de- 
signer of  this  beautiful  combination,  which 
'breathes  and  moves"  and  it  was  bnilt  under  bis 
immedeate  supervision.' — Lowell  Coururd 

CatawUsa   Railroad. 

We  are  informed  that  a  locomotive  was  run  orer 
the  entire  length  of  the  Catawissa  Railroad,  from 
Catawissa  on  the  Susquehanna  river,  to  the  junc- 
tion of  the  Little  Schuylkill  Railroad  ai  Tamauend, 
on  Saturday  last,  24th  ult.  In  a  few  days  the 
link  that  is  to  connect  these  roads  between  Tama- 
qua  and  the  Junction,  will  also  be  finished,  and  in 
less  than  a  week's  time  we  hope  to  chronicle  the 
openmg  of  the  whole  line  from  Philadelphia  to  the 
Susquehanna. 


I; 


Cblcago  and  mosls^tppi  Railroad. 

We  learn  Irom  the  Alton  Telegraph  that  the  an- 
nual meeting  of  the  stockholders  in  the  Chicago' 
and  Mississippi  Railroad  Company,  for  the  elec- 
tion of  Directors,  was  hsld  in  Springfield  on  the 
19th  instant.  The  election  resulted  in  the  choice 
of  the  following  gentlemen,  viz. :  Geo-ge  Bliss, 
Springfield,  Mass. ;  Henry  Hotchkiss,  New  Haven, 
Ct. ;  James  Wright,  Owego,  N.  Y.,  Henry  Dwigbt, 
Jr.,  New  York  city ;  Charles  Guuld,  New  York 
city. 

It  will  be  seen  that  two  of  those  who  composed  ~" 
the  former  board — Messrs.  Clearcland  and  Litch- 
field— were  left  out,  and  their  places  filled  by  Jas. 
Wright  and  Henry  Dwigbt  Jr.,  Proxies,  repn^ent- 
ing  23,195  shares  of  stock,  were  present,  and  the 
entire  vote  was  cast  for  each  of  the  above  gentle- 
men, with  the  exception  of  Mr.  Dwight,  who  fell 
five  hundred  short,  that  number  having  been 
thrown  for  John  Stryker,  of  Rome,  N.  Y. 

The  several  acts  amending  the  charter  of  the 
company,  passed  at  the  last  session  of  the  Legis- 
latur  ,  were,  by  resolution,  unanimously  acce]ited 
by  those  voting. 

A  written  protest,  however,  signed  by  Major  C. 
W.  Hunter,  of  this  city,  and  a  number  of  stuck- 
holders  in  Springfield,  a  ainst  the  amendments 
was  received  and  placed  upon  the  minutes. 


Oblo  and  Pennsylvania  Railroad. 

The  receipts  of  the  Ohio  and  Pennsylvania  Rafl- 

road  for  June  1864,  were $882,059  22 

Receipts  for  June,  1853 55,350  81 

Increase $26,706  91 

Pasn'grs  carried  for  the  month  39,290. 

The  receipts  of  the  Ohio  and  Pennsylvania  Rail- 
road  fornix  months,  ending  July   1, 
1854,  were $445,608  88 

For  six  month,  ending  July  1,  '63      241,192  67 

Increase  85  per  cent $204,416  81 

Passengers  carried  for  the  six  months,  193,825. 

A  dividend  of  4  per  cent,  has  been  declared  out 
of  the  net  earnings  ef  last  six  months,  payable  on 
the  29tb  inst.  to  the  stockholders  of  the  books  of 
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the  New  York  agency,  at  the  office  of  Winslow, 
Lanier  &.  Co. ;  to  oil  othors,  at  the  Company's  of- 
Oce  in  Pittsbnrgh. 


American   Uallroad  Journal. 

Saturday,  Jnly  »»,   1854. 

Are  Railroad   Securltlea   ^nrortli  Dvhat  they 
'vrere  anppoeed  to  bea 

Secureties  of  all  kinds  have  taken  another  tnm- 
ble,  and  have  reached  a  point  of  depression  which 
would,  at  any  other  time,  indicate  a  serions  dis- 
trust of  their  value.  As  the  sentiments  existing  at 
the  present  time  in  reference  to  the  value  of  rail- 
road and  municipal  securities,  as  evidenced  by 
prices,  contrast  so  strongly  with  those  which  pre- 
vailed a  year  or  two  since,  it  is  certainly  of  the 
greatest  consequence  to  determine  to  what  the 
change  is  due  ;  whether  to  some  newly  discovered 
evidence  impeaching  their  productiveness,  or  the 
probability  of  their  ultimate  payment,  or  to  caus- 
es in  a  great  degree  independent  of  both. 

While  one  of  the  leading  motives  to  the  con- 
struction of  railroads  in  this  country  has  been  the 
incidental  advantages  that  were  expected  from 
them,  and  wLile  these  advantages  have  undoubt- 
edly been  much  greater  than  the  entire  cost  of  our 
roads,it  was  claimed,aud  these  workshave  been  con- 
tructed  under  the  belief  that  their  earnings  would 
yield  a  profitable  return  upon  their  cost.  Under 
this  belief  a  very  large  amount  of  capital  has  gone 
into  them,  so  that  no  matter  how  much  the  aggre- 
gate of  the  community  may  be  enriched,  should 
the  investment  prove  unproductive,  the  disaster  to 
individuals,  and  through  them  to  all  the  interests  in 
the  land  would  be  incalculable.  The  fear  that  such 
may  turn  out  to  be  the  case,  is  already  producing 
the  injurious  effects  of  the  realilij.  If  such  fear 
should  turn  out  to  be  unfounded,  and  if  the  hold- 
ers of  railroad,  and  municipal  securities,  have  all 
they  contracted  for,  and  all  they  were  supposed 
they  were  getting,  it  is  certainly  of  first  import- 
ance that  they  know  how  they  stand. 

Railroad  securities  may  be  divided  into  lico 
kinds  ;  stocks  and  bonds.  These,  as  a  general  rule 
make  up  the  aggregate  cost  of  our  roads.  Now 
there  is  a  wide  distinction  between  the  two,  not 
only  in  their  intrinsic  values,  the  latter  being  al- 
ways preferred  to  the  former,  but  in  the  degree  of 
estimation  in  which  each  are  held. 

In  a  country  like  the  United  States,  many  por- 
tions of  it  sufficiently  well  settled  to  supply  a  lu- 
crative traffic  to  a  railioad,  are  unable,  or  unwil- 
ling to  furnish  all  the  means  for  its  construction. 
The  process  baa  been,  therefore,  for  tha  commun- 
ity immediately  interested  in  a  road,  to  subscribe 
toward  its  construction  an  amount  sufficient  to 
constitute  a  basis  for  the  security  of  a  loan  neces- 
sary to  complete  the  work.  Such  community  act- 
ing upon  the  idea  that  the  incidenlcU  advantage  to 
be  derived  from  the  work  would  exceed  the 
amount  of  its  contributions,  nearly  every  person 
composing  it  contributes  in  proportion  to  his 
means ;  and  .as  he  is  benefitted  in  an  equal  digree, 
he  regards  himself  the  gainer,  even  should  his 
stock  prove  comparatively  valueless.  By  the  open- 
ing of  the  road,  he  is  paid  in  advance  by  the  in- 
creased value  of  his  property,  and  by  the  amount 
saved  in  the  transportation  of  his  products.  He, 
therefore,  very  likely  puts  his  stock  upon  the^ 
n»rli«t  at  a  price  much  below  its  nominal  value, 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  vaiualum  of  $100. 


NAME  OF  COMPANY, 


Vt. 


Atlantic  and  St.  Lawrence. . .  Maine 

Androscoggin  and  Keimebec..  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan 

Connecticut  and  Passumpsic 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. ..  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester. . .  " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga....  " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertowii  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading 

Ptailad.,  Wilmmgton  and  Bait 
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150 
55 
72 
61 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 

120 

117 
47 
51 
24 
28 
83 
55 
69 
29 
52 
58 
42 
67 
20 
74 
45 
11 
77 
46 

155 
50 
40 
45 
72 

110 
60 
66 
61 
62 
55 
64 
91 

132 
69 
50 
47 
85 
464 

144 

130 

96 

504 

118 

36 

23 

26 

60 

41 

32 

39 

96 

65 

46 

31 

63 

66 

20 

36 

96 

98 
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1,538,100!  2,973,700 
824,8631  1,043,540 


1,073,673 

1,355,500 

286,747 

1,649,278 

1,486,000 

2,078,626 

3,016,634 

717,543 

600,000 


1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 
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none. 


1,097,6001  560,000 
2,486,000  2,429,100 
8,600,000  3,600,000 

1,500,000 

392,000   700,000 


5,973,700 
2,036,140 
2,620,981 
1,469,384 
713.606 
2,640,217 
1,485,000 
3,002,094 
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651,214 

1,400,000 
673,500 
1,746,616 
6,677,467 
12,000,000 
1,500,000 


254,743 
177,003 
168,114 
208,669 
23,946 
160,638 
805,805 
287,768 
328,782 
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132,646 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,950 
1,691,110 
2,860,000 
1,050,000 
3,540,000 

600,000 
1,159,228 
1,964,070 

260,000 
2,233,989 
1,140,000 
6,160,000 


1,467,500 

922,500 

2,360,000 


558,861 
3,000,000 

926,000 

760,500 
2,121,110 

900,000 


879,636 


425,600 

687,000 

10,000,000 

3,740.516 

4,726,250 

1,875,148 

28,086,600 

1,579,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 

6,656,332 

6,000,000! 


206,190 
160,000 
402,326 
590,541 
180,000 
286,363 

1,192,976 
6,208 
191,500 
none. 
953,370 
296,038 
none. 

1,139,615 
194,445 

5,319,520 
467,700 
300,000 
600,000 
800,000 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,650,000 


2,044,536 
4,111,315 
3,679,041 
4,860,754 

633,906 
1,802,244 
3,120,391 
1,060,000 
3,716,870 

629,964 
2,221,068 
2,293,584 

307,136 
3,207,818 
1.342,593 
9,953,268 


1,791,999 
1,400,000 
3,150,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


872,000 


1,380,610 

2,596,488 

2,550,500 

In  progres 

1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

7,046,395!  10.527,664 

977,4631  6,102,935 

516,246  2,446,391 

10,773,823  33,869,423 

2,969.760|  6,133.834 


495,397 


Leased  to 
Recently 


434,699 
803,024 
509,326 
887,219 
68,942 
258,220 
620,810 
294,183 
626,659 
188,442 
90,315 
374,897 
159,738 
244,323 
182,398 
1,526,224 
240,672 
291,417 


639,529 
329,041 
69,629 
114,410 
806,713 


113,620:none 

80,053!none 

100,552:  none 

6 

11,256  none 
79,659!none 
141,836  8 
55,266  6 
163,075  6 

6 

51,513  8 

none 

none 

none 

266,539  none 


the  Vt.  C  ent 
opened,  [none 
none 
6 
8 
6i 
7 
5 
4 
6 
8 
6 
7 
none 


114,0981 
418,368 
226,639 
413,289 

26,412 
102,098 
310,876 
126,589 
214,683 

46,839 

35,214 
122,866  none 

21,490|  8 

13,144  none 

81,807 
746,736 
110,892 
120,892 


294,269 
168,902 


428,173 


5 

7 

6* 

4 
10 

none 
none 


Recently 

267,661 

Recently 


582,400 
400,000 
24,003,865 


206,000 
131,000! 
25,000| 
400,000 
940,0001 
100,000 
700,000 
660,000 


633,598 
349,775 
774,495 


Recently 


opened. 

116,966 
opened. 


opened. 


7 

8 
none 

4 
none 
none 


39,360  none 
I  none 


76,760 

74,241 1     23,496 
4,318,96211,800,181    7 
1,063,6591   338,783  none 
()81,445i    824,494    4 
205,068!     44,070  oone 


128,000! 

476,0001 

,600,000[ 

13,0001 


1,250,000  Recently 
1,832,945  178,545 
329,577  Recently 
l,048,357,Recently 
1,693,711  226,152 
4,327,4'»Sll,^88.885 
1,220,825    149,941 


480,137    195,847 
92,353 1     46,072 
Recently  opened 
213,078      96,737 


opened 
135,017 

opened. 

opened. 
116,706 
478,413 
79,252 
316,259 
124,740 
76,890 


3,245,720  603,942 

2,379,880  260,899 

1,266,143  118,617 

75u,00O  Recently  !opened 

713,2271  1,702,523,  265,827  106,320 

10,427,800,17,141,987  2,480,6261,261.987 

2.399,166)  8,067,286i  868,038'  541,7691 


none 


none 

•  •  •  • 

none 

8 
10 

7 
10 

3 

5 


83 
30 
41 
96 
24 
27 

104 
85 
49 
88 

104 

io 

21 
9 
51 

82 


80 
lOOf 
77 
96i 
40 
52 
60 
90 
82{ 
117 
60 
93  i 

e  •  • 

111 
60 
931 
67 
97 
65 
116 


40 
60 

>  •  •  • 

65 
130 


60i 
61 

28 
91 

Ml 

70 


30 
88 

92* 
148 

131 


;i26 
j  55 

68| 


•;■  -■^•*-^;.:'-v. 
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Railway  Share  List, 

Compiled  from  tke  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 

looking  npon  what  he  receives  as  in  one  senae, 
clear  gain.     It  will  be  thus  seen  that  as  much  of 
the  stock  to  raih-oads  hasbeen  subscribed  in  the 
manner,  and  for  the  objects  indicated,  its  great  de- 
preciation does  not  indicate  the  lass  of  an  equal 
degree  of  capctal,  nor  would   the  loss  of  such 
stock  produce  the  distress  that  would  the  loss  of 
an  equal  amount  invested  in  other  enterprizes. 
The  parties  who  have  purchased  the  obligations 

NAM*  OF  COMPANY. 

■  .  '>  ■            -  -     '  -     .  '      ■   . 

e 
1 

1 

3 

1 

S  V 

S)3 

go's 
.£■3 

5  <= 

0 

•0 

a 

a 
> 

0 

a: 

Pennsylvania  Central Penn. 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co '  " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gao " 

260 
30 
47 

381 
38 
67 
66 
27 
64 
73 
22 
76 
62 

107 
73 
32 

161 

110 

9,768,156 

6,000,000 

13,600,000 

1,943,827    617,626 
1 

•  •  •  • 

97 

of  railroad  componies  neither  expect,  nor  are  they 
in  a  position,  to  be  benefitted  by  the  construction 
of  railroads  as  are   the  subscribers  to  the  stock. 

1 

1 

102} 
60 

•  •  *  • 

•  • 

13.118,902 
1,650,000 

6,677,103 

22,254,338 
1,660,000 

2,033,420!    798,193 
348  6221    216,237 

7 

They  have  purchased  them    solely   by  way  of 
investment  of  capital.    Any  loss  to  such  holders 

413,673    162,636.... 

would  be  without  compensations.     It  is  the   ex- 

In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,674 

tent  to  which  the  value  of  such  securities  may  be 

Petersburgh " 

Richmond  and  Danville " 

769,000 
1,372,324 

685,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 

173,867 
200,000 

'227,593      72,370   7 

77 

70 

40 

100 

impaired  that  is  the  most  important  in  itself  and 
most  important  for  us  to  consider. 

Richmond  and  Petersburgh..     " 

Rich.,  Fred,  and  Potomac " 

South  Side          " 

122,8611      74.ii3none 

Throughout  the  whole  period  of  the  recent  de- 

603,006 
640,000 
469,150 
707,958 
120,000 
1,134,698 

254,376 
62,762 

210,052 

109,268 
89,776 

610,038 

113,266;  7 

cline,  and  in  the  present  excited  feeling  which 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S  C 

99,077 
42,736 

j '  '153,898 

10 
none 
12 

6 

50 
98 

•  •  •  • 

•  •  •  • 

prevails,  we  have  not  heard  the  first  word  of  com- 
plaint as  to  the  productiveness  of  our   railroads. 
When  they  were  proposed,  certain   results   were 
predicated  of  their  construction.     It  was  faith  in 
these  results  that  lead  to  their  construction,  and 

flrfl<»nvillfi  and   Cnlnmbia   ..         "      i140 

1,004,231 
3,858,840 

500,000 
3,000,000 

In  prog. 

7,002,396 
In  prog. 

3,466,879 

South  Carolina " 

242 

1,660,717    '609,711 

i   , . 

'  7 

126 

induced  the  capitalists  to  purchase  their  securities 

Wilmington  and  Manchester.     " 

Georgia  Central G». 

Georgia " 

Macon  and  Western " 

Those  promises  have  not  been  broken.     The  cj^i- 
talist  has   got  in    the  aggregate,  all    and  even 
more  than  he  contracted  for.     In  the  expectation 

191 
211 
101 

3,600,000 
4,000,000 
1,013,088 

418,187 

1,214 

163,000 

986',674|    6.35,608 
934,4241    456.468 

8 

•  •  •  • 

8 

116 

•  •  •  • 

101 

•  •  •  • 

•  •  •  • 

1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog.    • 

1,330,960 

278,739 

59,590 

129,395 

149,960 
21,731 
71,636 

JVfnscop'ee               .         ..     ..-..      " 

71 
60 
65 
93 
33 
88 
60 
»0 

of  realizing  an  interest  of  7  per  cent,  he  gave  par 

South  Western " 

686,887 

150,000 

for  the  securities  of  a  particular  road.     He  sees 

Alabama  and  Tennessee  River  Ala 

these  securities  now  selling  at  from  80  to  85,indicat- 
ing  a  loss  of  15  to  20  per  cent.     He  is,  of  course, 

Memphis  and  Charleston " 

Mobi  e  and  Ohio                             " 

776,269 
879,868 
688,611 

400,000 

Montgomery  and  West  Point.     " 
Southern Miss 

173,642 

•  •••    ••>• 

76,079 

«'" 

«  •  •  • 

mortified  and  chagrined  at  the  result,  without  be- 

ing one  cent  the  poorer,  unless  he  is  compelled  to 

Eaitt  Tennessee  and  Gooreia     Tenn 

835,666 
2,093,814 
1,430,160 

367,218 

641,000 
850,000 
900,000 

In  prog. 
In  prog. 
In  prog. 
584,902 

' 

scU. 

Nashville  and  Chattanooffa  .       "      1 25 

In  the  present  unsettled   state  of  the  public 
mind  it  is  natural  that  a  result  similar  to  tha  t 
which  followed  the  orcr-construciion  of  railroads 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Fraiilifort " 

38 
29 
65 

63 
80 

87,421 

44,250;.... 
1.... 

Maysville  and  Lexiington " 

Cleveland  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

In  prog. 
3,279,908 

1 

46 

701 

70 

in  Great  BriUin,  and  in  New  England,  in   fact 

100 
147 
95 
135 
46 
61 
60 

1,979,100 
2,000,000 

1,142,200 
1,600,000 

432,682 

267,2781  10 

should  be  feared  for  the  whole  of  the  United 

States.                                                   /  '".: 

Cleveland  and  Erie " 

! 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 
Columbus  and  Lake  Erie " 

3,027,000 

408,200 

'3,655,666 
2,000,000 

777,793 

483,46412 

100 
66 

The  examples  cited  are  not  parallel  to  the  case 
before  us ;  consequently  are  not  entitled  to  much 

- 

weighL    Except  in  some  particular  districts,  the 
construction  of  railroads  has  n^t  been  overdone  , 

Cincinnati.,  Ham.  and  Dayton    " 
Cincinnati  and  Marietta " 

2,100,000 

600,000 

2,659,653 
In  prog. 

925,000 
In  prog. 

321,793 

200,967  .... 

102t 
62 
75 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

40 
20 
86 
81 
37 
84 

167 
67 

310,000 

650,000 

Recently 

opened.   '■.... 

nor  is  It  likely  to  be,  as  the  present  pressure  will 
certainly  put  an  end  to  all  projects  for  the  con- 

1 

66 

struction  of  which  the  strongest  reasons  do  not 

Greenville  and  Miami " 

!.... 

exist.  It  is  certainly  true  that  the  revulsion,  which 
is    now  experienced  is  most  fortunate   for  the 

Hillsboro " 

In  prog. 
3,169,733 
1,855,000 
4,110,148; 

In  prog. 

"        ! 
1 

Little  Miami " 

2,668,402 

900,000 

2,387,200 

482  000 

667,559 

352,133    10 

111 

Mansfield  and  Sandusky " 

1,000,000 
1,767,000 

safety  of  investment  in  railroads,  as  it  will  prevent 

Mad  River  and  Lake  Erie.. .     " 
Ohio  Central " 

640,518 

113,401:.... 

77i 
79 

the  waste  of  money  on  uncalled  for  projects,  and 
leave  the  system  in  just  the  position  contemplated 
by  the  parties,  at  the  time  of  makiog  their  invest- 

Ohio and  Mississippi " 

Ohio  and  Pennsylvania " 

187 

1,750,700 

2,450,000 

Recently 

opened,    i 

1 



Ohio  and  Indiana " 

In  prog.     ' 

1,310,0621 

In  prog,     i 
(( 

(1 

tt 

1,869,932; 

^       1 

ments,                        .i           ,     ■:;.   :• 

Scioto  and  Hocking  Valley. . .     " 

Columbus  and  Xenia " 

EvansviUe  and  Illinois Ind. 

44 
64 
81 

760,000 
1,291,700 

800,000 
26,000 

Recently 
314.434 
237,606 

opened.   ;..:'. 

168,612,  10 

1.... 

•  •  •  • 

107 

But  the  present  depression  is  due  more  to  an 
orcr-supply  of  securities,  than  to  distrust  as  to  the 
value.    Municipal  securities  issued  for  other  ob- 
jects than  railroads,  and  in  reference  to  which  not 

Indiana  Central " 

1... 

77J 

Indiana  Northern " 

131 
83 
90, 
62 

159; 
72 

1.... 

Indianapolis  and  Bellefontaine    " 

Elecently 
Recently 

opened.    ! . . . . 
opened.     .... 
oDened 

90 
76 

•  •  ■  • 

32 
108 

a  breath  of  suspicion  can  be  whispered,  have  set- 

Indianopolis and  Cincinnati . .     " 

1,128,486 

1,289,000 

tled  with  the  rest  of  the  market.  An  unquestioned 
7  per  cent,  security  is  worth  a  premium  of  from  10 
to  20  per  cent.,  taking  the  average  of  market  values 
for  a  series  of  years.     Yet  such  securities  are  as 

Madison,  Indianapolis  Sl  Peru    " 
Terre  Haute  and  Indianapolis    "     i 
Rock  Island  and  Chicago 111.  \ 

2,647,700 
632,387 

1,241,300 
663,100 

2,400,000:   516,414 
1,353,019    106,944 

1 

268,076 
71,446 

10 
4 

Chicago  and  Mississippi "     i 

136   2.400.0001 

4,000,000 

4,600,666 

much  below  their  par  value ;  or  from  30  to  40  oer 

Illinois  Central "     :.  .J  ..'-..'-.   1 

cent,  below  their  average  current  value.     The  ex- 
planation for  this  exception  to  the  general  rule  is 
in  the  fact,  that  the  supply  of  such  securities  ex- 
ceeds the  demand,  as  the  value  of  such  depends 

Galena  and  Chicago "     i 

-Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central " 

PnHflc Mo. 

92 

816 

282 

38    

600,000 
8,741,664 
8,977^63 

tMn 

In  prog.     ' 
7,276,616 
8,618,605 

In  TimoTAJI 

473,548 
1,200,922 
1,145,598 

286,162 
686,929 
682,816 
opened. 

'17' 
8 

•  •  •• 

128 

96 

eoi 

«  •  •• 

1 

1  ■           . 

upon  a  law  precisely  similar  to  that  which  regu- 

458 


AMERICAN    RAILROAD    JOURNAL. 


merchandize. 
Flour  in  its  uses,  is  ju8t  as  valuable  at  S5  per  bar- 
rel, as  at  SlO;  and  to  regard  it  as  a  worthless  ar- 
ticle of  merchandize  because  from  abundant  crops 
its  market  value  sinks  below  the  average  standard 
of  prices,  is  just  as  rational  as  it  would  to  distrust 
the  value  of  municipal  or  railroad  securities,  be- 
cause the  supply  might  exceed  the  demand,  pro- 
vided the  supply  did  not  indicate  an  unhealthy,  or 
#fw-issue. 

In  forming  an  opinion  of  the  value  of  railroad 
securities,  it  is  our  aim  rot  to  be  misled,  nor  to 
mislead  others.  It  is  the  correctness  of  our  views 
that  constitutes  our  capital  in  business,  as  the  pa- 
tronage of  our  piper  is  measured  by  the  degree 
of  confidence  attached  to  its  statements.     Now  we 

-believe  that  taking  the  aggregate  of  our  securities, 
the  holders  of  them  have  not  only  a  substantial 
value,  but  all  they  supposed  they  were  getting.  In 
the  vast  number  that  have  been  sold,  it  is  not 
strange  that  there  should  be  here  and  there  an 
exception  to  the  rule  of  general  soundness,  but 
there  are  fewer  exceptions  in  this,  than  in  any 
other  kind  of  legitimate  business  we  are  acquaint- 
ed with,  and  as  far  as  the  past  is  concerned,  the 
holders  ot  eecureties  have  no  good  cause  of  dis- 
trust or  complaint.  • 

There  is  no  doubt  that  from  the  extraordinary 
confidence  which  has  prevailed  for  two  or  three 
years  past  in  the  productiveness  of  railroads,  en- 
couraged by  the  great  abundance  of  money,  that 
tendencies  threatening  the  safety  of  investments 
in  such  works  were  rapidly  developing  themselves. 
A  second  crop  of  projects  were  springing  up  all 
over  the  country ;  roads  which  could  not  be  built 
without  involving  a  loss  of  the  greater  part  expend- 
ed in  their  construction  ;  or  of  any  equal  amount 
of  capital,  by  dividing  between  tvco  roads,  a  busi- 
ness formerly  accommodated  by  one.  To  check 
this  second  crop  the  present  revulsion  of  sentiment 
happened  most  opportunely.  Upon  such  roads  only 
a  triflinj  sum  has  been  expended,  so  that  no  se- 
rious lc„s  is  involved  in  their  entire  abandonment. 
Bat  lei^o  is  really  to  be  feared  from  the  construc- 
tion of  rival  works  than  has  been  supposed.     It 

.  must  be  borne  in  mind  that  the  parties  who  are  to 
ftirn'sh  a  considerable  portion  of  the  money  for 
any  new  work  have  no  collateral  or  incidental  in- 
terest in  the  result,  and  who  look  not  only  to  the 
safety  of  their  present,  but  of  previous  investments. 
A  person  who  comes  to  this  market  for  money  for 
a  road  which  is  to  be  a  rival  to  one  already  in 
operation,  is  almost  certain  to  encounter  an  insur- 
mountable opposition.  It  is  an  easy  task  to  throw 
that  degree  of  discredit  upon  such  project,  as  to 
render  success  impossible.  Every  man  who  has 
invested  a  penny,  becomes  a  conservative  as  far  as 
all  new  schemes  are  concerned;  and  as  nearly 

■  every  man  in  the  community,  has  more  or  less  of 
his  means  in  old  works,  it  will  be  seen  how  strong 
is  the  conservative  sentiment  of  our  own  people 
•who  are  more  interested  in  preserving  what  they 
have,  than  in  neiv  acquisitions. 

We  shall  pursue  this  subject  in  our  next  issue. 

InrtfanapolU  ai*d  Cincinnati  Railroad,- Rca« 
Ignatlout 

George  Haven,  Esq.,  has  resigned  his  office  as 

Superintendent  of  this  road,  to  take   effect  on  the 

10th  inst.    We  understand  he  will  soon  leave  for 

,the  East.    We  do  not  know  whether  he  expects  to 

take  a  similar  position  on  any  of  the  eastern  roads, 

wbere  be  has  formerly  had  many  years'  ezperi- 


ence,  or  return  to  the  West.  We  hope  the  latter, 
for  there  are  but  few  men  his  superiors  ;n  this 
business,  uniting,  as  he  does,  great  experience,  a 
solid,  comprehensive  judgment,  popular  address, 
and  prompt  energy.  Any  road  will  be  fortunate 
to  secure  his  services. — Cin.  Cazctte. 


Annual    Meeting    of  the    Eastern    Railroad 
Company. 

The  19th  annual  meeting  of  this  corporation  was 
held  this  morning.  The  annual  report  was  pre- 
sented by  the  President,  and  duly  accepted. — 
From  this  it  appears  that  the  receipts  of  the  year 
have  been : 

From  passengers S443,490 

"     freight 105,444 

Fxpresses,  extras,  mails,  &c..  .      30,262 

Ptoperty  accounts 33,944 

$613,141 

The  expenditures : 

For  working  road $292,272 

Interest,  insurance  and  taxes. . .      91,671 


-$383,843 


Net  income $229,298 

Add  value  of  East  Boston  Ferry 111,500 

Teaming  income 5,627 

Surplus  of  former  years 80,834 


Loss  by  fire . ; 12,235 

EngiLes  and  cars 27,235 

Two  dividends 234,133 


$427,269 


-$273,404 


Leaving  for  renewals,  &c ..$153,865 

The  report  says  that  at  the  last  meeting  of  the 
Legislature  a  resolve  was  passed  to  remedy  cer- 
tain railroad  crossings,  and,  if  it  should  be  deemed 
expedient  to  make  the  terminus  on  Market  street, 
an  agr^'ement  has  been  entered  into  with  the 
Boston  &  Lowell  to  build  a  passenger  depot  for 
the  joint  occupancy  of  both  companies. 

Several  directorial  metings  have  been  had  with 
the  Boston  &  Maine  H.  R.,  having  for  their  object 
a  union  of  the  interests  of  both  roads,  with  a  view 
of  fixing  upon  a  rule  of  division  of  the  joint  re- 
ceipts, but  without  result  as  yet. 

The  total  valuation  of  the  property  of  the  com- 
pany in  houses,  lands,  and  a  little  stock  is  $1,- 
262,313. 

The  act  passed  by  the  last  session  of  the  Legis- 
lature, authorizin^r  railroad  corporations  to  issue 
bonds  for  the  purpose  of  funding  their  floating 
debt,  or  for  money  which  they  might  borrow  for 
any  purpose  sanctioned  by  law,  was  accepted  on 
motion  of  Mr.  Pbilbrick. 

It  appears  that  the  floating  debt  of  the  Com- 
pany is  $1,640,325  31 ;  of  which,  however,  is  due 
to  the  Company,  $163,365  28,  for  surplus  income 
or  earnings  of  the  road,  and  which  if  paid  must 
again  be  invested,  and  could  be  placed  in  no  posi- 
tion safer  than  now.  Properly  speaking,  the 
debt  of  the  Company,  as  such,  is  the  notes  paya- 
ble and  unpaid  dividends;  making  the  sum  of  $1,- 
486,460  03.  which  is  varying  from  day  to  day, 
as  the  former  mature  and  the  latter  are  called 
for. 

On  motion,  the  Directors  were  authorized  to  is- 
sue bonds  to  the  amount  of  $1,600,000  for  the  pur- 
pose of  funding  the  floating  debt. 

Mr.  Sturgiso  ff ered  a  resolve  ,that  the  Directors 
be  authorized  to  give  one  or  more  mortgages  to 
secure  the  payment  of  the  bonds  already  issued, 
or  to  be  issued. 

Mr.  Ackerman,  of  Portsmouth,  moved  to  amend 
by  adding,  "  provided  that  such  bonds  shall  not 
be  sold  for  less  than  10  oer  cent  below  par."  This 
was  unanimously  rejected,  and  Mr.  Sturgi,s  mo- 
tion was  adopted. 

The  meeting  then  proceeded  to  the  choice  of 
Directors  for  the  ensuing  year. 

The  following  gentlemen  were  unanimously 
elected:  Albert  Thordike,  of  Beverly;  Micajah 
Lunt,  of  New-buryport ;  Ichabod  Goodwin,  of 
Portamoatb ;  David   A.  Neal,  of  Salem ;  Isaiah 


Breed,  of  Lynn;  Benj.  T.  Reed,  of  Boston;  Sam 
uel  Hooper,  of  Boston — Boston  Traveller. 

Aladiaon,    lodlanapolU,  and  Peru  Railroad. 

The  stockholders  of  the  Madison,  Indianapolis 
anfl  Peru  Railroad  Company  met  at  Madison  on 
the  28th  June,  and  elected  the  following  Directors 
nnarimously : — W.  M.  Dunn,  Philo  Hard,  Nathan 
Powell,  C.  S.  Shrewsbury,  J.  O.  Marshall,  Madi- 
son ;  E.  W.  H.  Ellis,  E.  J.  Peck,  J.  P.  Drake,  Allen 
May,  Indianapolis  ;  W.  J.  Jackson,  Tipton;  Geo. 
L.  Dart,  Peru  ;  V.  Worthington,  Cineiunati ;  A.  L. 
Dennis,  New  York. 

The  Coal  Trade« 

The  quantity  sent  by  Railway,  during  the  week 
ending  Thursday,  July  13th,  1854  was  61,631,07 
tons,  being  an  increase  above  last  week's  ship- 
ments of  75,27  15  tons.  The  quantity  sent  by 
canal  during  the  same  time  was  27,077  12  being 
an  increase  of  6,146  05  tons.  Total  quantity  by 
Railway  aiid  Canal  78,608  19  being  an  increase 
on  the  two  lines  of  13,674  00  tons.  The  ship- 
ments for  the  week  will  be  found  in  detail,  be- 
low : 

WHERE  FROM  BY  RAILROAH  BY  CANAL 

Pt.  Carbon 16,916  06  10,092  10 

Pottsville 3,028  06  987  12 

Sch.  Haven 21,267  11  14,640  09 

Auburn 2,117  16 

Pt.  Clinton 9,201  09  1,357  01 


ToUl....  ...........      51,53107      27,077  12 

Previously  this  year, . . .  1,000,610  08    383,232  06 


Total 1,052,141  15    410,309  18 

To  same  time  last  year,  785,648  15  362,964  19 
Lateral  RaUioay  Tonnage.  Week.  Season. 
Mine  Hil'  and  8.  Haven  to  July  6,  28,929  631,266 
Mill  Creek  Railway  July  13,  11,643  229,441 

Schuvlkill  Valley  Railway  July  8,  14.726  241,010 
Mt.  Carbon  and  Pt  Carbon  "  8,  16,424  295,190 
Union  Canal  R.  R.  for  month 

of  June,  8,801  33,195 
Swatara  Railway,  for  month         , 

of  June,    6,500    20,094 

Charleston  and  Savannah  Railroad, 

At  a  meeting  of  the  stockholders  of  the  Charles- 
ton and  Savannah  Railroad  Company,  in  Charles- 
ton, heM  on  Wednesday,  the  following  officers  were 
elected:  ., 

President. — Thomas  F.  Drayton.  '■ ': 

Directors. — T.  L.  Hutchinson,  Mayor,  Wm,  Kirk- 
wood,  W.  B.  Hodgson,  L.  T.  Potter,  Otis  Miles,  J. 
B.  Campbell,  Ed.  Frost.  J.  Bradley,  N.  Heyward, 
W.  F.  Colcock,  C.  G.  Memminger,  Daniel  Hey- 
ward. 


The  'Western  and  Central  Railroad. 

This  road  is  being  put  in  first-rate  order,  says 
the  Indianapolis  Sentinel,  with  the  intention  ere 
long  to  run  the  trains  through  from  Dayton  to  In- 
dianapolis in  about  three  hours.  During  a  trip 
over  it  the  other  day,  we  noticed  that  a  considera- 
ble portion  of  the  track  had  sodded  itself,  looking 
like  miles  of  green  ribbon — refreshing  to  the  eye 
and  free  from  dust. 

The  number  of  passengers  carried  over  this 
road,  is  very  large,  and  west  of  Richmond  the 
cars  are  always  crowded. 


To  Supply  Kuglnes  wltli  "^Mer. 

It  is  stated  that  a  resident  of  Fredonia,  N.  Y. 
has  invented  a  curious  apparatus  for  supplying 
locomotives  with  water.  According  to  the  new 
plan,  a  cistern  must  be  constructed  beneath  the 
track,  having  connection  with  a  force  pump,  which 
in  its  turn  is  connected  with  a  series  of  friction 
wheels,  inserted  above  it  on  the  track.  The  loco- 
motive is  run  upon  its  wheels,  and  then  however 
swiftly  its  wheels  may  revolve  with  'those  of  the 
engine.  The  force  pump  is  in  this  manner  set  at 
work,  and  made  to  raise  fiom  1600  to  2000  gal- 
lons per  minute.  A  practical  test  of  the  invention 
is  about  to  take  place  on  the  Bufiklo  and  Brant- 
ford  Railroad. 
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IVho  i«  lilable  for  OTer-lMne  of  TSew  HaTen 
Stoeks  f 

We  stated  last  week  our  view  of  the  liability 
created  by  the  over- issues  of  New  Haven  Stock ; 
— that  the  over-issues  are  of  no  value,  provided 
they  can  be  distinguished  from  the  bona  fide  stock. 
The  liability  of  the  Company,  if  any  exists,  does 
not  result  frem  the  relation  that  subsisted  between 
Schuyler  and  the  Company,  as  he  was  not  the  Com- 
pany's  agent  for  what  he  assumed  to  do,  and  of 
course  could  not  bind  the  Company  without  au- 
thority. But  the  question  is  mooted,  and  there 
may  be  something  in  it,  that  the  company  may  be 
liable  on  ground  of  gross  carelessness  or  negligence 
of  itself,  or  its  agents,  in  consequence  of  which  the 
public  have  been  defrauded,  w.  ich  a  reasonable 
prudence  on  the  part  of  the  former  might  have 

.  prevented.  The  ground  taken  by  those  who  sup- 
port the  aflSrmative  of  this  proposition  is,  that  the 
company  having  conducted  their  business  in  such 
a  manner  that  the  public,  exercising  due  caution, 
was  liable  to  be  deceived,  are  bound  to  make 
good  any  losses  that  may  be  the  consequence. 

•  Should  this  view  of  the  case  be  supported  the 
next  question  is,  who  is  liable  ?  It  is  not  customary 
for  corporations,  or  stockholders  of  a  company,  to 
have  any  thing  to  do  with  the  management  of  its 
affiiirs.  The  administration  of  these  are  without 
exception,  it  is  believed,  delegated  to  a  board  of 
directors.  The  New  Haven  Company,  therefore, 
by  which  we  mean  the  stockholders  are  not  culp- 
able parties,  as  they  have  done  no  more  nor  less, 
than  have  all  similar  companies  whose  conduct  is 
not  impeached.  The  wrong  doing,  if  there  has 
been  such,  is  on  the  part  of  the  directors.  Is  the 
liability  to  attach  directly  to  them,  and  are  they 
responsible  to  the  snlferer,  or  to  the  company,  the 

.  vlatter  being  in  the  first  place  responsible  1 

The  hypothesis  of  liabilities  which  is  above  as- 
sumed is  based  upon  the  equitable  relation  of  the 
parties.  If  a  claim  of  this  character  exists,  must 
it  not  be  against  those  whose  negligence  caused 
the  loss;  or  in  other  words,  against  the  directors? 

.;■  The  company  has  done  all  that  was  incumbent 
upon  it  to  do.  Upon  the  choice  of  directors,  its 
functions  ceased.  It  is  not  right  that  the  stock- 
holders should  suffer  fiom  acts  for  which  they  are 
not  censurable,  and  over  which  they  had  no  con- 
troL  If  the  directors  have  been  guilty  of  mis- 
feasance or  non-feasance,  may  they  not  be  liable  to 
the  injured  parties  as  well  as  to  the  company  1 

We  make  the  suggestions  for  what  they  are 
worth.  The  question  as  to  who  is  to  bear  the 
loss  of  the  Schuyler  fraud,  is  and  will  continue  to 
be  for  a  long  time,  the  great  topic  of  discussion, 
and  we  give  the  above  as  one  of  the  views  which 
it  taken  of  the  subject. 


MTasbliiKton  aud  Alexandria  Railroad. 

The  Baltimore  American  says,  when  this  gap  of 
eight  miles  shall  have  been  filled  up  by  an  exten- 
sion of  the  Baltimore  and  Alexanria,  we  shall  have 
an  unbroken  line  of  Railroad  for  more  than  two 
hundred  miles,  extending  into  the  valley  of  Virginia. 
By  the  time  that  the  Alexandria  Railroad  shall  have 
been  extended  to  Lynchburg,  a  distance  of  sixty 
additional  miles,  we  shall  have  a  continuous  Rail- 
road of  more  than  four  hundred  miles  into  Ten- 
nessee. This  radial  line  traverses  a  populous  and 
productive  country  which  is  rapidly  constructing] 
communications  with  the  markets  of  the  East. — 
The  travel  and  mercantile  custom  to  be  derived 
from  that  region  when  put  in  Railroad  connection 
with  Richmond,  Alexandria,  Baltimore  and  other 


cities,  will  give  an  immense  impulse  to  the  busi- 
ness of  them  all. 

Tbe  Fox  and  "WUcoiialn  RlTers    Improve- 
ment 

The  St.  Paul  Pioneer  announces  the  arrival  at 
that  port  on  the  Mississippi  of  the  Steamer  Mon- 
tello,  from  Oskosh  Wisconsin  on  Lake  Winnebago. 
She  steamed  her  way  from  that  lake  to  within 
five  miles  of  Portage  City,  located  on  the  canal 
joining  the  Fox  and  Wisconsin  rivers,  without 
trouble  or  delay.  From  that  point,  till  she  reach- 
ed the  channel  of  the  Wisconsin  the  miserable 
condition  of  the  locks  and  canal,  made  the  passage 
a  work  of  some  difficulty.  She  c.tme  down  the 
Wisconsin  without  hindrance,  and  has  arrived 
here,  says  the  Pioneer,  in  good  condition.  The 
improvements  on  the  upper  Fox  aud  Lower  Wis- 
consin, have  been  barely  commenced,  and  the 
passage  of  a  good  sized  boat  through  them  in 
their  present  condition  is  a  fact  worthy  of  particu- 
lar notice.  An  energetic  company  has  control  of 
the  whole  line,  and  it  will  not  be  many  years  be- 
fore we  shall  see  this  route  becoming  a  great 
highway  of  trade  between  the  Atlantic  cities  aud 
the  upper  Mississippi  valley.  Within  five  years 
we  shall  be  able  to  take  passage  on  elegant  river 
steam  packets,  running  regularly  from  St.  Paul  to 
Green  Bay ;  and  heavy  goods  will  come  by  this 
route,  with  only  two  transhipments  between  New 
York  city  and  Minnesota.  May  Providence  and  the 
Wisconsin  Improvement  Company,  hasten  this  con- 
summation. 

The  above  improvement  will  be  finished,  we 
are  informed  by  Mr.  Tanck  of  Green  Bay,  one  of 
the  Directors  in  the  Company,  so  as  to  pass  boats 
from  the  Wisconsin  to  Green  Bay,  this  fall,  thus 
connecting  the  Lakes  with  the  Mississippi  by 
Steam.  This  will  then  be  the  shortest  and  most 
expeditious  water  route  from  Northern  Missouri, 
Illinois,  Iowa  and  Southern  Minesota  and  Wisconsin 
to  Buffalo  New  York,  and  Montreal.' 


Prom  the  Lake  Superior  Journal  oj  June  17. 
Tbe  Sante  Slei  Marie  Cotton  nannfactory 

It  may  seem  strange  to  some  that  any  one 
should  be  so  short  sighted  as  even  to  suggest  the 
etitablishment  of  a  manufactory  of  this  kind  at 
this  remote  point ;  but  let  us  reason  for  one  mo- 
ment upon  the  subject,  and  it  may  not  seem 
quite  so  chimerical  as  at  first  thought  it  may  ap- 
pear. 

Cotton  could  be  transported  from  low  down  the 
Mississippi,  or  even  from  New  Orleans,  as  cheap, 
if  not  cheaper,  than  it  can  be  to  the  manufactories 
of  Lowell,  Mass.,  and  when  once  landed  here  it 
can  be  manufactured  as  cheaply.  We  have  any 
amount  of  water  power  susceptible  of  improve- 
ment. All  that  is  wanted  is  the  cash  to  set  the 
spindles  in  motioa  When  once  in  motion  the 
next  thmg  necessary  for  the  successful  termina- 
tion of  an  enterprise  of  the  kind,  would  be  to  find 
a  market  for  the  consumption  of  its  fabrics. 

Let  the  most  skeptical  but  reflect  for  a  moment 
upon  the  probable-nay  undoubted-vast  population 
which,  in  the  course  of  a  few  years,  will  be  found 
upon  the  borders  of  Lake  Superior,  and  the  coun- 
try adjoining.  We  might  even  include  a  goodly 
share  of  what  we  now  call  the  West — Michigan, 
Ohio,  Indiana,  Illinois,  Wisconsin  and  Iowa,  not 
taking  into  account  the  early  future  settlements 
iu  Nebraska  and  Washington  territories,  all  of 
which  might  be  more  cheaply  supplied  from  this 
point  than  from  the  far  Eastern  section  of  our 
country. 

Our  population  is  increasing  so  rapidly,   both 
from  emigration,  and  the  natural  increase,  that 
means  must  be  provided,  nearer  home,  to  meet  I 
the  necessary  demand.    We  might  as  well  bavej 


an  establishment  of  the  kind  half  way  between 
the  extremes  of  our  country,  (as  we  feel  warrant- 
ed in  calling  this)  as  to  be  obliged  to  pay  the  ne- 
cessary cost  attending  the  transportation  of  the 
fabric,  when  manufactDred,  which  we  look  upon  as 
entirely  an  extra  expense. 

An  establishment  of  this  kind  forms  a  nucleus 
around  which  T>ould  gather  others  of  equal  im- 
portance. Capitalists  and  those  acquainted  with 
the  business  would  do  well  to  reflect  upon  tbe 
subject,  and  come  and  examine  into  its  feasibility 
at  their  eariiest  leisure.  A  trip  to  this  region  at 
this  season  of  the  year,  would  weil  pay  them  for 
their  trouble  at  least. 

All  the  above  reasoning  might  very  well  be  ap- 
plied to  the  manufacture  of  iron,  for  which  pur- 
pose we  have  little  doubt  th«  water  power  at  the 
Sault  will  soon  be  made  available  ;  but  we  think 
several  series'  of  years  will  elapse  before  cottons 
will  be  ecouomicallv  manufactured  there. 


v>».- 


HeaTjr  LiOcontotlTe  Forglnga. 

The  heavy  forged  works  of  a  locomotive,  its 
frame,  axles,  rods,  etc.,  are  among  its  most  essen- 
tial parts,  and  probably  in  no  other  portions  is 
there  the  same  latitude  for  the  extremes  of  good 
and  bad  work.  Long  experience  and  peculiar 
facilities  are  required  in  this  branch  of  busi- 
ness. 

Our  locomotive  establishments  in  New  York 
and  Paterson,  depend  for  their  iron  work,  mostly 
upon  forges  in  Massachusetts.  The  Glendon  Works, 
the  works  of  Ranstead  and  Dearborn,  and  of  Alger 
and  Reed  in  Boston  ;  of  Lyman  Kinsley  at  Can- 
ton, Mass.,  and  also  of  the  Nashua  Iron  Co.,  at 
Nashua  N.  H.  and  of  Horatio  Ames  at  Falls  VU- 
lagc.  Conn.,  arc  among  the  oldest  and  best  estab- 
lishments of  the  kind  at  the  east.  A  forge  has 
been  also  established  at  Paterson,  N.  J.  which  has 
been  supplied  with  men  and  machinery  f^om 
Massachusetts.  The  Canton  and  the  Falls  Vil- 
lage'^Vorks  employ  Salisbury  Blooms,  the  Glen- 
don Works  use  iron  from  their  own  lands  in  Penn  - 
sylvania,  while  the  other  forges  named  use  a  va- 
riety of  stock,  mostly  scrap.  Some  of  the  soundest 
locomotive  cranks  are  forged  from  the  latter  ma- 
terial. 

About  Philadelphia,  there  are  large  forges  for 
the  convenience  of  engine  shops  in  that  city.  A 
flue  forge,  working  six  fires,  and  three  of  Lewis 
Kirk's  steam  hammers,  has  been  established  for 
some  time  at  Reading,  Pa.  Some  engine  shops  at 
the  south,  from  having  no  forges  in  reach,  have 
used  frames,  axles,  piston  and  connecting  rods, 
and  tires  rolled,  at  their  own  works.  There  is  a 
large  and  fine  forge  at  Pittsburg,  Pa. ,?  owned  by 
Everson,  Preston  &  Co.  Other  smaller  works  are 
also  established  at  the  same  place.  At  Cleveland , 
Ohio,  a  fine  establishment  is  worked  by  Ford  and 
Otis,  which  supplies  heavy  engine  forgings  and 
car  axles  to  works  iu  Cleveland,  Detroit,  Cincin- 
nati, Chicago  and  Canada.  The  Pittsburg  forges 
work  up  Juniata  blooms,  and  the  Cleveland  forge 
commands  a  selection  of  some  of  the  best  stock  at 
the  west,  Missouri,  Lake  Superior  Hanging  Rock, 
etc.  I 

■  f*  ■  -  ■ 

Kew    York  and  N.Haven  R.  R, 

The  following  geutkmen  constituted  the 
present  board  of  directors  of  the  New  York  and 
New  Haven  Railroad.  Eob't  Schuyler,  Morris 
Ketchum,  Jonathan  Sturges,  Wra.  E.  Worthen, 
Wyllss  Blackstone,  N.  York;Wm  Bnrrill,  Bridge- 
port;  Wm.  W.  Boardman,  John  C.  Sandford,  N, 
Haven  i  John  £.  Thayer,  Boston. 
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Allciiigan  Ceutral  RHilroad. 

The  annual  Report  of  this  Company  presents 
the  usual  excellent  business  characteristics  that 
are  commonwith  its  manapers.  It  will  be  seen 
that  the  affairs  of  the  company  are  in  a  good 
condition  and  that  the  Road  is  now  apparently  in 
a  fair  way  to  increase  its  business  much  more 
rapidly  and  transact  it  at  less  expense  than  at  any 
.  previous  period  since  its  opening.  The  many  ad- 
vantageous connections  which  it  already  has,  or 
is  about  make  must  insure  the  line  a  handsome 
iocrese  of"  throug"  traffic  while  the  local  business 
is  rapidly  swelling  with  the  developement  of  the 
agricultural  resources  of  that  rich  such  and  fer- 
tile wheat  growing  Stale. 

The  Receipts  and  disbursements  compare  with 
those  of  the  year  previous  as  follows  : 

EARNINGS  1864. 

Passenger 840,478 

Freight ^^'^'^^^ 

Miscellanious 


84.309 


1854. 
570,998 
497,183 
61,367 


Total . .  .• Sl,588.595 

Expenses 903,944 


$1,149,638 
566,722 


Balance 

Previous  year. 


684,651 
14,335 


682,816 
2,168 


"  690,316 

Less  interest  paid 269,587 


Dividend  8  per  cent . . 


400,729 
388,636 


584,974 
279,309 

306,666 
320,000  i 


Balance 12.193  14,336 

It  will  be  noticed  that  at  the  end  of  1853  the 
balance  was  slightly  against  the  company  after 
paying  eight  per  cent,  dividend;  while  this  year 
it  is  about  the  same  amount  in  favor.     This  how- 

■  ever  will  be  reduced  something  by  a  settlement 
with  the  lUinuois  Central  Company.    In  regard  to 

.  connexions  the  report  says ; 

"  After  much   disappointment  in  regard  to  the 

■  time  of  completion  of  these  important  connections, 
.  we   have   now   to  congratulate  our   stockholders 

upon  the  opening  of  the  Great  Western  Railroad 
from  Detroit  to  Niagara  Falls,  and  of  New  Albany 
'  Road  from  the  Ohio  River  to  our  line  at  Michigan 
City. 

"The  New  Albany  Road  is  about  298  miles 
long,  through  a  magnificent  country.  The  rails 
;  are  ail  laid  over  it  now,  and  the  tirst  regular  trains 
commence  on  the  5th  of  July. 

"  The  Chicago  Branch  of  the  Illinois  Central  is 
now  running  trains  106  miles  south  of  Chicago, 
:  and  in  a  few  weeks  will  extend  its  trains  to  Ur- 
bana,  and  within  less  than  a  year  to  Carlo. 

'"Tne  Aurora  Road  now  gives  us  a  conection  with 
Bloomington,  162  miles,  but  its  usefulness  has  been 
nucb  impaired  by  the  gap  at  the  La  Salle  Bridge, 
which  it  is  believed  will  be  filled  by  the  first  of 
August. 

"  The  Military  Tract  and  Oquawka  Company 
sow  promise  to  give  us  a  connection  with  the 
West  at  Burlington  and  the  Northern  Cross  Road 
4o  Quincy,  within  a  year. 

"  On  the  8th  and  lOth  of  July  our  new  boats 
Plymouth  Rock  and  "Western  World  take  their 
places  in  our  line. 

"  We  confess  to  some  disappointment  in  the  re- 
sult of  the  year's  business.  The  receipts  have  not 
been  so  large  as  we  had  hoped.  While  the  ex- 
penses, stimulated  by  a  competition  with  other 
^companies,  carried  on  by  us  at  considerable  tem- 
.'porary  disadvantage,  have  been  larger  than  we 
.  •xpected,  and  larger  than  we  think  wiU  be  the 
proportionate-rate  again." 

The  capital  stock  has  been  increased  during  the 

year  $1,447 ,000— by  the  sale  of  new  stock  $1,202,- 

600,  and  the  conversation  of  bonds  $244,500. — 

.  The  bonded  debt  is  $3,986,063,  being  only  some 

S10,000  less   than  by  the  previous  report.     The 


proceeds  of  the  sales  of  stock  have  gone :  To 
construction  account,  $782,834 ;  to  floating  debt, 
336,606 ;  to  New  Albany  and  Salem  Road,  $162,- 
873 ;  to  new  steamboats,  $138,639,  &c. 

Cement  for  Masonry,  Brldgeai  Culverts,  &>Ct 

It  is  of  the  utmost  importance  in  the  construc- 
tion of  the  foundation  piers  for  railway  bridges 
that  the  masonry  should  be  so  cemented  as  to 
resist  the  action  of  water. 

In  almost  all  instances,  where  piers  and  culverts 
are  carried  away  by  freshets  it  will  be  found  that 
the  portions  giving  way  have  been  constructed 
with  common  lime  mortar. 

The  sape  rule  applies  to  the  erection  of  walls 
for  substantial  buildings.  They  are  not  only 
much  firmer  and  more  compact,  better  non-con- 
ductors of  heat  and  cold  but  they  are  far  more 
durable  when  cement  is  used  and  in  case  of  the  de- 
struction of  the  building  by  fire  the  walls  do  rot 
lose  their  strength  and  fall  but  may  be  safely  used 
in  re-constrction. 

The  Rosendale  cement,  manufactured  by  Messrs. 
Ogden  &  Delafield  104  wall  street,  is  now  very  ex- 
tensively used  by  contractors  in  all  the  works  re- 
quiring masonry.  It  has  been  advertised  in  the 
Journal  many  years  and  its  use  thus  far  by  Rail- 
way Contractors  and  Companies  has  been  attended 
with  the  most  favorable  success.  On  all  works  in 
streams  liable  to  freshets  it  should  be  used  in- 
variably on  the  score  of  both  economy  and  safe- 
ty-   

Mobile  and  Glrard   Railroad— Annual  Meet- 
ing. 

The  annual  meeting  of  the  stockholders  was 
hell  in  Girard,  Ala.,  on  Wednesday,  5th  July. 
Three-fourths  of  the  stock  was  repressnted.  Alfred 
Iverson  was  re-elected  President,  «nd  Messrs.  Arn- 
old Scale,  Homer  Blackmon,  Wiley  Williams,  Wm. 
D.  Dunn,  Wm.  Jones,  Jr.,  and  Jones  M.  Withers, 
Directors  for  the  ensuinij  year.  Resolutions  were 
passed  accepting  all  the  amendments  made  in  the 
charter  by  the  Legislature  of  Alabama,  the  princi- 
pal of  which  are  the  increase  of  capital  stock  of 
the  company  to  $4,000,000,  the  repeal  of  the  pro- 
vision exempting  all  stock  obtained  by  grading  and 
other  labor  on  the  road  from  liability  ibr  the  debts 
of  the  company,  and  changing  the  name  of  the  com- 
pany. Resolutions  were  also  passed,  accepting 
the  subscription  by  Mobile  of  $1 ,000,000  on  the 
conditions  imposed,  whereby  Mobile  is  authorized 
to  elect  three  Directors,  and  expend  her  subscrip- 
tion on  the  western  end  of  the  road.  A  resolution 
was  also  passed  authorizing  the  issue  of  $2,000,- 
000  of  bonds  to  be  applied  to  the  purchase  of  iron 
and  the  construction  and  equipment  of  the  road  at 
the  discretion  of  the  Board  of  Directors. 

The  President,  Engineer  and  Treasurer  made 
their  annual  reports,  which  we  will  notice  more  at 
length  when  published.  They  exhibit  a  very  en- 
couraging prospect  of  the  early  completion  of  the 
Road.  It  will  be  finished  to  Colbert's  22>^  miles 
by  the  1st  October  next;  and  it  is  confidently  be- 
lieved that  by  the  end  of  the  next  year,  fifty  miles 
wir  be  finished  on  the  western  end  of  the  line,  and 
that  the  eastern  end  will  be  extended  to  Union 
Spring. — Columbus  Times. 


Cannelton  and  Jasper  Railroad,  Indiana^ 

We  notice  that  the  citizens  of  Dubois  County  at 
a  recent  meeting,  resolved  to  construct  a  Railroad, 
from  Jasper  their  County  Seat,  to  the  Evansville 
&  Cleveland  Straight  Line  Railroad,  at  Peters- 
burg, Pille  County.  Should  this  road  be  con- 
structed, it  will  probably  be  extended  to  Cannel- 
ton on  the  Ohio  river.  The  length  of  the  road 
from  Petersburg  to  Cannelton  will  be  about  fifty 
miles,  and  will  b«  a  great  feeder  to  the  Straight 
Line  Railroad. 


The  Quickest  Route  from  London  to  Shans- 

Hal.  * 

Collins  has  won  for  the  United  States  greater  vic- 
tories upon  the  ocean  than  ever  did  Nelson  for 
Great  Britain.  His  line  of  steamers  has  contribu- 
ted more  to  establish  our  supremacy  in  steam 
navigation  than  any  fleet  which  this  Government 
can  ever  arm  and  equip.  The  crossing  of  the  At- 
lantic westward  under  his  auspices  in  nine  days 
and  a  half,  the  time  of  the  Baltic's  last  run,  g'ves 
to  our  nation  a  substantial  fame — one  that  will 
prove  more  valuable  to  it  than  would  be  the 
storming  of  Sevastopol  to  the  allied  powers.  We  be- 
lieve that  in  a  few  years  Collins,  or  some  other  of 
our  enterprising  citizens,  will  build  steamers  that 
will  make  tho  voyage  from  New  York  to  Liver- 
pool in  seven  days ! — and  by  making  his  line  a 
weekly  one,  carry  two-thirds  of  the  mail  matter 
that  crosses  the  Atlantic.  Cunard  has  a  decided 
advantage  over  him  at  present  by  having  a  week, 
ly  contract  with  the  British  Government,  for 
which  he  receives  per  annum  $750,000,  or  there- 
abouts. In  consequence  of  this,  persons  are  in 
the  habit  of  transmitting  their  communications  re- 
gularly by  the  line  which  departs  once  a  week, 
and  in  this  manner  monopolizes  the  carrying. 

The  present  age  is  a  practical  one.  Our  coun- 
trymen are  acknowledged  to  be  an  eminently 
practical  people.  Steam  is  the  persouiflcation  of* 
the  real,  since  it  produces  positive  results.  It  is 
the  agent  that  is  to  make  this  nation  so  powerful 
as  to  cast  all  others,  as  respects  agriculture,  com- 
merce &  navigation,  into  a  deep  and  perpetual  shade. 
The  opening  of  relations  with  Japan  was  all  that 
was  wanting  to  reverse  the  existing  order  of  things 
in  inter-communication  between  Europe  ana  the 
far  East.  The  entire  travel  and  transportation 
between  London,  Paris,  Berlin,  Madrid,  Vienna, 
St.  Petersburg  with  Southern  China  is  to  c  oss. 
this  continent,  and  at  no  distant  day  !  It  can  be 
copveyed  in  less  time,  by  ten  or  fifteen  days,  than 
by  the  overland  route,  Shanghai  dates  are,  upon 
the  average,  sixty-five  days  old  when  they  reach 
England.  This  speed  is  not  likely  to  be  considera- 
bly accelerated. 

Now,  let  us  see  in  what  lime  we  can  take  them 
to  London  :  From  Shangai  to  San  Francisco,  via^ 
Jedo  and  Honolulu,  twenty  days  ;  from  San 
Francisco  to  New  Orleans,  via  the  Isthmus  of  Te- 
hauntepec,  eleven  days ;  from  New  Orleans  to  New 
York  by  railway,  five  days ;  from  New  York  to 
London,  ten  days — total,  forty-six  days  We  be- 
lieve that  in  ten  years  this  result  will  be  witnessed, 
and  when  there  shall  be  continuous  rail  lines  from 
one  ocean  to  the  other,  the  time  will  be  reduced 
at  least  six  days.  Tho  infiuence  that  it  is  to  ex- 
ercise morally,  politically,  socially  and  commer- 
cially, on  the  destinies  of  the  world,  no  great 
stretch  of  the  imagination  is  required  to  deter- 
mine. 

The  able  and  indefatigable  Senator  from  Cali- 
fornia has  succeeded  in  getting  the  body  of  which 
be  is  a  member  to  consent  to  the  establishment  of 
a  monthly  mail  line  from  San  Francisco  to  Shang- 
hai. If  tho  measure  shall  be  approved  by  the 
House,  this  will  be  a  promising  beginning  in  the 
Pacific  for  the  perfection  of  an  object  which  is  to 
accomplish  that  which  in  by-gone  days  would 
have  been  regarded  as  the  performance  of  m\x&- 
clea,-—WasAiiiglon  Union. 


Virginia  Central  Railroad.  > '.. 

Comparative  statement  of  receipts  of  the  Vir- 
ginia Central  Railroad  Company,  for  transportation 
of  passengers  and  freight  in  the  month  of  June, 
1853,  and  June,  1854: 

Receipts  for  pasg'rfare  in  June,  1864,  $11,060  67 
freight        "  "  10,699  73 

21,760  40 
Receipts  for   passanger   fare  in   June, 

1863, $6,499.78 

Receipts  for  freight  in  Jnne,1863, 6,416  18 


Increase 


11,914  06 

$d,  836  44 
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Poblte  Debt  or  Vstltcd  State*. 

A  very  full  and  interesting  exhibit  of  our  pub- 
lic debt,  its  redemption,  and  its  condition,  includ- 
ing interest  payable  to  July  1st,  1854,  is  made  by 
F.  Bigger,  U.  S.  Register.  The  whole  amount  re- 
deemed since  the  creation  of  the  several  stocks  is 
S28,3il,290  97.  Of  this  amount  the  proportion 
redeemed  since  March  3d,  1853,  reaches  the  large 
sumof»21,948,931  22. 

On  the  1st  of  January,  1854,  the  amount  of  the 

public  debt  outstanding  was $54,398,757  52 

Amount  redeemed    since,  of  the 

loans  of  1842,  1843, 1846, 1847, 

1848,  and  Texan 

indemnity 7,201,10147       . 

Treasury  notes  paid  350  00  '         '. 

Debt   of    corporate 

Cities 16,8000  00 

r— $7,218,261  47 


Outstanding  this  day $47,180,506  05 

The  total  amount  redeemed  since  the  creatioQ 
of  these  several  loans  is  as  follows : 

Loan  of  1842 $3,146,465  22 

1843 6,976,331  35 

1846 2,365,936  19 

1847 11,473.400  00 

1848 3,115;358  20 

Texan  indemnity 621,000  00 

Corporate  cities 712,800  00 


28,311,290  96 

Of  which  there  as  been  redeemed  since  the  4th 
March,  1853,  21,948,931  22 

There  is  still  outstanding  stock  of  the  loan  of 
1843  for  $27,000  $25,  500  of  which  is  held  by  the 
Superintend^jnt  of  the  State  of  Now  York  in  trust 
for  the  Suffolk  County  Bank.  This  stock  ceased 
to  draw  interest  on  the  1st  day  of  July,  1853. 

There  is  payable  in  Baltimore  of  the  loan  of 
1842,  the  sum  of  $50,600,  the  interest  on  which, 
payable  on  tho  1st  instant,  was  $1,518.  Of  the 
loan  of  1846,  $56,500;  interest  payable  1st  instant, 
$1,696.  Ofthe  loan  of  1849,  $709,000;  interest 
payable  1st  instant,  $21,270.  And  ofthe  loan  of 
1848,  $138,660;  interest  payable,  $4,169  50. 


Valae  of  Real  and  Peraonal  Estate  tu  Buffa- 
lo. 

The  Buffalo  Express  publishes  the  following 
statement  of  the  valuation  of  the  real  and  personal 
estate  in  the  city  of  Buffalo  and  the  town  of  Black 
Rock,  for  the  years  1853  and  1854,  and  the  taxes 
leried  thereon  for  those  years : 

BCFFALO.        v    ,  1853. 

Real  Fstate ....  .'.".' . . . $16,698,700        $3,456,023 
Personal  estate 2,698,655  456,700 


Total  value $19,307,355 

Aggregate  tax 124,000 

BLACK  ROCK.  1854. 

Real  Estate $16,079,218 

Personal  esUte 8,518,221 


$3,755,732 
.,,.    14,234 

$4,764,026 
427,000 


Total  value $24,597,430        $5,242,625 

Aggregate  tax 808,000  20,938 

Grovrtb  of  Chicago. 

Chicago  is  making  rapid  strides.  A  census  of 
the  population  completed  on  the  15th  of  June, 
gives  a  tofal  65,873.  Of  these,  28,869  are  males ; 
32,947  females ;  and  4,316  'mariners.'  In  Decem- 
ber last  the  population  was  60,652.  Increase  6.- 
220.  The  proportion  of  natives  and  foreigners  is 
— Americans  25,677  ;  Foreigners  35,876.  Majority 
of  Foreigners  10,202.     Th^  Tribune  says : 

The  last  census  of  our  city  was  taken  about  six 
months  ago.  At  that  time  our  population  was 
60,662  souls.  For  the  three  months  first  following 
this  period,  there  was  no  increase. of  any  moment 
in  our  population.  Tho  increase  of  5,220  souls  has 
almost  entirely  been  made  during  the  months  of 
April,  May  and  June,  and  the  increase  during  the 
remaining  months  of  the  Summer  and  Fall,  will 
BAqaesUooably  be  10,000  more,    We  may  xaf- 


doubtedly  expect  to  number  a  population  of  70,- 
000  by  next  December. 


FINANCIAL   AGENCir. 

Isaac  Osborn  Davis, 

No.  38  Th^rd  Street, 

Ci>xisyASi,  O. 

Bczs,  SOLLS  AXD  N'fgociates  Loaks  on  Business  Paper. 
AND  ON  All  Kinds  or  Railroad  Secri.iTiES. 

ON  C0MMI;iSI0N. 

Cincinnati  Rbfbbencbs  : 

Dunlevy,  Atwood  &.  Co,  Bankers  ; 

T.  S.  Goodman  &  Co.,  ,, 

Chas.  Stetson,  Esq.,  Pres't  Ohio  Life  and  Trust  Company  ; 

J.  P.  Bishop,  Esq ,  Cashier    ,,      „      .,        „  ,, 

Smcad,  CoUard  in  Hughes,  Citizens  Bank  ; 

Geo  Mellen  &.  Co.,  Bankers  ; 

P.  M.  Gregory,  E»q.,    .,  -  ;  ■  ' 

Ellis  &  StBTgcs,  '„ 

McMiekin  dc  Co ,  „  ■     . 

Ino.  H.  Groesbeck,  Esq.,  Banker  ;     '  <* 

S.  W.  Torrey  G  Co.  „ 

C.  A.  Olmstead  &.  Co.,  Ohio  &  Mississippi  Railroad. 
Kew  ToBK  Rkfbkences : 
■■  '         Atwood,  Dunlevy  &  Co ,  Bankers ;    .i 
■  Samuel  J.  Beals,  Esq  ,  80  Broad  «fK 

Foreign  Correspondent  : 
De.  Coppet  &  Co.,  New  York. 
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Kailroad  Iron. 

TONS  Old  Wrought  Staffordshire  Raib,  Bridge  pat 
tern,  for  sale  by       NaYLOR  &  CO  ,  99  J<»bn  »t 


To  Railroad    CoiupanieH  and 
Contractors. 

FOR  SALE— Fifteen  second  hand  Locomotive 
Engines  of  various  sizes  and  describtiuns  and 
ill  good  runing  order  suitable  for  all  kinds  of  woric. 
For  particulars  apply  to 

CLARK  &  JESUP, 
-    General  Railroad  Agents, 
38  Exchange  Place. 
Also  Railroad  supplies  of  all  kinds,  4t26 

Prosser's  Patent  Lap-Welded 
Iron  Boiler  Tubes. 

Tubes  screwed   togetheir   flush  on  both  sides,   for  ArtMiaB 
wells,  ice.     Free-joint  Tube^,  for  Core  Bars,  Awning  FmiMI^ 
Railings,  Leaders,  dec. 

Patent  Wrought  Iron  Blacksmiths'  Watzr-Ictbkes,  Watbe- 
Backs,  Etc 

Agents   for  KRtTP"s  celebrated  C*ST  Stsel  for  SaATTS, 
Railway  Azle!<,  Tires,  Platters'  Rollers,  6k. 

P  S. — Ail  Tools  iiccessao'  for  the  coustnictioo  or  keeping  ia 
order  of  Tubular  Boilers 
34tf  THOS.  PROSSER  i  SOX,  28  Plat  streett,  N.  T. 


Winslow's  Puddlers^BalA  Squeezer. 


r>Mf^^44. 


THE  Subscriber's  Puddlers'  Ball  Squeezer,  or  Shingling  Machine,  has  now  been  in  use  for  several  >-ears,  and  in  vrerf  inataae* 
has  given  luiquaiitied  satisfaction,  as  is  attested  by  many  Iron  iiianufiicturen-  who  use  it  ip  diifereiit  part*  ot  the  counuy  and 
in  England.  Its  advantages  are,  great  expedition  in  performing  its  work,  freedom  from  breakages,  no  tcattage  of  Jmn  whUe  be- 
ing compressed,  the  action  of  the  hammer  upon  the  ends  of  the  ball  or  bloom  to  upset  it  while  being  reduced  in  its  diameter  5  md 
the  very  small  amouTit  of  power  required  to  work  it,  coupled  as  it  usually  is  to  the  end  of  the  baU  rollers  or  forge  train.  R^btt 
to  use  these  machines  can  be  had  by  addressing  tlie  Patentee,  who  will  likewise  chc-crfully  submit  the  munv  tcstiiiioiiials  in  hiatpoa- 
session  of  its  efficiency,  from  some  of  tlie  first  men  in  the  country.  J.  F.  WIN'SLOW,  Troy,  N.    Y. 

Persons  residing  west  of  the  Allegbauies  can  be  furnished  with  information  in  relation  to  the  foregoiiut.  bv  addrcsauig 

28tf  A    S.  Winslow,  Cincinnati,  O. 


Phoenix  iron. 

THE  subscribers  having  made  extensive  additions  to  their 
Works  at  Phoenurville,  are  now  prepared  to  receive  and 
execute  promptly,  orders  for  BAR  IRON,  of  their  own  manufca- 
tiux;,  waranted  equal  to  the  best  English  retiueU,  for  quality  and 
finish. 

They  also  continue,  as  usual,  to  tbniish  T  and'  U  Rails,  of  any 
required  pattern  and  weight ;  or  from  any  of  the  following  pat- 
terns, for  which  they  have  the  rolls  on  hand,  viz  :  wcii^hii^  per 
lineal  yaad— 201b,  281b,  401b,  501b,  551b,  661b,  571b,  591b,  601b, 
611b  and  64Ib,  ofthe  T  patterns. 

481b,  591b  and  7Mb  of  the  U  patterns. 

751b  Groove  Rail  for  streets. 

Also,  a  superior  article  of  Wrought  Iron  Rolled  Chairs,  with 
continuous  lips,  7/i  inches  wide  by  any  length  required,  weighing 
l^lb  per  lineal  inch,  made  to  fit  exactly  the  flanges  of  j&ails,  and 
ensuring  a  moi^t  perfect  Joint. 

Also,  Rolled  Car  Axl^  of  superior  quality,  cut  to  length. 

Dealers  and  Railroad  Companies  desirous  of  contracting,  w91 
please  address. 

REEVES,  BUCK  &  Co., 

SS.em  No.  45  North  Water  Street,  Philadelphia. 


Railroad  Iron. 

THE  "  Montour  Iron  Company  "  is  prepared  to  execute  or 
ders  for  Rails  of  the  usual  patterns  and  weights,  and  ol 
any  required  length  not  exceeding  SO  feet  per  rail. 

Apply  to  IHOS.  CQAMBGBS, 

September,  18M.  Preaident 


Kn^ine  liriver. 

WANTED— A  Situation  by  a  Man  of  Great  Experieoceia 
Engine  Driving  in  England— Can  produce  first  rate  Trntft- 
mooials— address,  post  paid,  Box  1833,  NY.  Postoffice.     2^ 

Welded  Wrought  iron  Tubes. 

THE  subscribers  having  lately  added  to  their  Curabcrlaod 
Nail  and  Iron  Works  an  establishment  tor  makjng  Wroagbt 
Iron  Tubes,  are  now  pre|>ared  to  supply  the  trade  with  tulMa 
two  to  twelve  fcct  in  length,  f\imisliod  with  screws  and  femdw 
ou  their  ends,  of  tlie  followiug  sizes — inside  diametiT, 

H,    a,     h,     X,     Ji,    1,    1^,    1^  and  2  inches. 
Warranted  and  full}'  proved,  equal  to  the  best  Pipe*  HWOK- 
factured. 

AU  orders  addressed  to  us  will  receive  prompt  attention,  and 
liberal  di.scounts  from  the  list  of  prices  will  be  allowod  to  ttw 
trade. 

REEVES,  BUCK  &  Co., 
So.  45  Noriii  Water  Suect,  PlulaOelphia. 
July  13,  1854.  28  em. 


To  Civil  JCngineers  and  Sui^ 
Tcyors. 

TRANSITS,  Level  and  Surveyors  Compasses  Manu&ctnwd  oo 
the  DKNt  unproved  principle  and  of  the  Beet  Quality 

by  THOMAS  HUNT, 

1.      ,,.  ">  No.  M  f  lUloo  Street, 

VU^     •  •  -7  am  X«rk. 
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DIVIDEND  NOTICE— THE  SEMI-ANNUAL 
lulerest,  falliog:  due  io  tbis  city  on  the  First 
D*y  of  July,  ou  tbe  following  named  Securities, 
Will  be  paid  on  and  after  that  day  at  the  office  of 
the  undersigned  on  presentation  of  the  proper  Cou- 
pons, viz.  : 

Bonds  of  the  State  of  Indiana,  for  Banking  pur- 
poses, 'ssued  in  1834,  being  the  $1,300,000  loan  5 
per  cent. 

Bonds  of  the  City  of  Pittsburgh,  (Penn.,)  issued 
to  tba  Ohio  and  Pennsylvania  Kailroad  Company, 
6  per  cents. 

Bonds  of  the  City  of  Pittsburgh,  (Penn.,)  issued 
to  tbe  Pittsburgh  and  Connellsville  Railroad  Com- 
paoy,  6  per  cents. 

Bond:!  of  the  City  of  Allegheny  (Penn.,;  issued 
to  the  Ohio  and  Pennsylvania  Railroad  Company, 

6  per  cents. 

Bonds  of  the  City  of  Chillicothe,  (Ohio,)  issued 
to  the  Marietta  and  CiDcinnati  Railroad  Company, 

7  per  cents. 

Bonds  of  the  City  of  Marietta,  (Ohio,)  issued  to 
the  Marietta  and  Cincinnati  Kailroad  Company,  7 
per  cents. 

Bonds  of  the  City  of  Covington,  (Kentucky,)  is- 
sued to  the  Covington  and  Lexington  Railroad 
Co.,  6  per  cents. 

Bonds  of  the  City  of  New-Albany ,  (^Indiana,)  is- 
sued to  the  New-Albany  and  Salem  Kailroad  Com- 
pany, 7  per  cents. 

Bonds  of  the  City  of  Wheeling,  (Va.,)  issued  to 
tbe  Marietta  and  Cincinnati  Railroad  Company,  6 
per  cents. 

Bonds  of  the  Town  ofHarmer,  (Ohio,)  issued  to 
the  Marietta  and  Giocionati  Railroad  Co.,  7  per 
cents. 

Bonds  of  the  Franklin  County  (Ohio,)  issued  to 
tbe  Columbus  and  Xeuia  Kailroad  Company,  7 
per  cents. 

Bonds  of  Franklin  County,  (Ohio,)  issued  to  tbe 
Cleveland,  Columbus  and  Cincinnati  Railroad  Co., 
7  per  cents. 

Bonds  of  Green  County,  (Ohio,)  issued  to  the 
Columbus  and  Xenia  Railroad  Company,  7  per 
cunts. 

Bonds  of  Stark  County,  (Ohio,)  issued  to  tbe 
Ohio  and  Pennsylvania  Railroad  Company,  6  per 
cents. 

Bonds  of  Richland  County,  (Ohio,)  issued  to 
the  Ohio  and  Pennsylvania  Railroad  company,  6 
per  cents. 

Bonds  of  the  County  of  Allegheny,  (Penn.,) 
Special  Loan  of  $75,000,  6  per  cents. 

Bonds  of  AUegbeuy  County,  (Penn.,)  issued  to 
the  Pittsburgh  and  Connellsvillu  Railroad  compa 
ny,  6  per  cents. 

Boas  county  (Ohio)  Bonds,  issued  to  Marietta 
and  Cincinnati  Railroad  company,  7  per  cents. 

Athens  county  (Ohio)  Bonds,  issued  to  the  Ma- 
rtt  a  and  Cincinnati  Railroad  company,  7  per 
cents. 

Washington  county  (Ohio)  Bonds,  issued  to  the 
Marietta  and  Cincinnati  Railroad  company,  7  per 
oenta. 

Bonds  of  Van  Wert  county,  (Ohio,)  issued  to 
tbe  Ohio  and  Indiana  Railroad  compady,  7  per 

C«QtS. 

Bonds  qf  Allen  county,  (Ohio,)  issued  to  the 
Ohio  and  ^  Indiana  Railroad  company,  7  per 
0«QU. 

Tbe  Bonds  of  Allen  county  (Indiana,)  issued  to 
the  Ohio  and  Indiana  Railroad  company,  7  per 
cents. 

Bonds  of  Crawford  county,  (Ohio,)  issued  to 
the  Ohio  and  Indiana  Railroad  company,  7  per 
cvnts. 

Ohio  and  Pennsylvania  Railroad  Co.s  Mortgage 
Bonds,  7  per  cents. 

BellefoQtaine  and  Indiana  Railroa'^  company's 
Real  Estate  Special  Mortgage  Bonds,  7  per  cents. 

Indianapolis  and  Bellefontaine  Railroad  compa- 
ny's Mortgage  Bonds,  7  per  cents. 

Marietu  and  Ciocinakti  Railroad  company's 
Mortgage  Bonds,  7  per  cents. 

Daylou  and  Michigan  Railroad  company's 
mortgage  bonds,  7  per  cents. 

F«ru  ftod  Indianapolia  Railroad  company 's  mor^ 
f»f«  fe©nd»,  7  p«r  c«nto. 


Fort  Wayne  and  Chicago  Railroad  company's 
mortgage  bonds,  7  per  cents. 

Indiana  Central  Railroad  company's  Income 
Bonds,  10  per  cents. 

WINSLOW,  LANIER  &  Co.,  No.  52,  Wall-st. 

New  Yoak,  June  20,  1854. 


NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  folloOfVing  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

ENLARGEMENT  OF  OSWEGO  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Fulton,  until  the 
eighth  day  of  August  next  at  10  o'clock  in  the 
forenoon  for  the  following  described  work  : — 

Section  No.  1,  with  penalty  in  bond  of  S10,500. 


No.  2, 
Part  do.  81  and  82 

Section  83 
Part  do.  87  and  88 
Oswego  Dam 


10,000 
12,000. 

9,000. 

6,000. 

6,000. 


The  Oswego  Dam  to  be  completed  by  the  first 
day  of  December,  1855,  and  the  remainder  to  be 
completed  by  tbe  first  day  of  April  18S6. 

ENLARGEMENT  OF  CAYUGA  AND  SENECA 
CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
tbo  10th  day  of  August  next,  at  10  o'clock  a.  m, 
for  the  following  described  work, : — 

Section  No.  1,  with  penalty  in  bond  of  $5,500. 


Lock 


2, 
3. 
4, 
6. 
10, 

11, 


5,000, 
„  4,500. 
„  5,000. 
„  4,500. 
„  4,000. 
„      4,500. 

and  8,  with 


Towing  Path  Bridges  on  Sections 
bond  of  $1000. 

The  Locks  and  Towing  Path  Bridges  to  be  com- 
pleted by  April  1st,  1866,  and  tbe  remainder  of 
S|iid  work  by  April  1st,  1866. 

ENLARGEMENT  OF  ERIE  CANAL— WESTERN 
DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Rochester,  until  the 
twelfth  day  of  August  next,  at  10  o'clock,  a.  m.  tor 
the  following  described  work  ; — 

Abutments  of  Genesee  street  Bridge,  Buf- 
falo, with  penalty  in  bond  of. $1,200. 

Iron  superstructure  of  do.,  with  penalty  in 

bond  of 1,600. 

Completion  of  Culvert   and  Waste  Weir 

Section  306,  with  penalty  in  bond  of . .  . .  500. 
Culverts  on  Sectioas  211  and  212  do.  do.  1,600. 
Culverts  on  Sections  215  and  216  do.  do.  1,800. 
Culverts   on   Sections  218,  228  and  229 

do.  do 1,600. 

Bridge  Abutments   on  Sections  212,  213 

and  214  do 3,600. 

Bridge   Abutments   on  Sections  216,  216 

and  217  do 3,000. 

Bridge  Abutments   on  Sections  218  and 

2iy    do 6,700. 

Bridge  Abutments  on  Sections  228,  229 

and  231  do 3  JOO. 

Waste  Weirs  on  Sections  215  and  218  do. . .     'SOO. 

The  Culvert  on  Section  306  and  Abutments  of 
Genesee  street  Bridge  to  be  completed  by  April 
1st,  1865.  The  superstructure  of  Genesee  street 
Bridge  by  June  Ist,  1865,  and  the  remainder  of 
the  above  work  by  March  15th,  1866. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kmd  of  work ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon ;  and  no 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  Included  in  such  pro- 
p99iti9a  vt  di«tioctl7  »Qd  plainly  in9«rt«d. 


Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  lor  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  anj-  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteiested  in  any  contract 
that  may  be  made  in  pursuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  tbe  people  of  this  State,  in  tbe  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  I.)  twice  the  amount  of  such  penal- 
ty- 
Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  t  ipervisior  of  the  town,  and  the 
Country  Clerk,  oj  the  County  Judge  of  tbe  county 
in  which  said  su.'ty  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  p.iyment  of  laborer's  wages,  as 

required  by  chapter  278,  of  the  laws  of  1850. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sionera. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

Incase  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  pel  sons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  July  9,  1854, 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     >  Canal  Comm'ri. 
CORNELIUS  GARDINIER,) 
JAMES  M.  COOK.  Comptroller. 
JOHN  T.  CLARK,  S'ate  Eng.  and  Surveyor. 


Sewall  &  fjrehore 

OITIL  SNOINXEBS, 

ST.  PAUIi   MIN£SOXA. 
l9»H%fi,  inAku  oaaa.taap. 
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hkencUPa  Field  Book  for  £ngl- 
eers. 

Second  Edition. 

D  APPLETON  &C0.  346  and  348  Broadwav. 

JUST  PUBLISHED. 

FIELD  BOOK  FOR  RAILROAD  ENGINEERS 
Containing  Formulae  for  laying  out  Curves' 
Determining  Frog  Angles.  Levelling,  Calculating 
Earth  Work,  &c.,  &c.,  together  with  Tables  of 
Radii,  Ordinates'  Deflections,  Long  iJhords,  Mag- 
netic Variation,  Logarithms,  Logarithm  and  Natu- 
ral Lines,  Tangents,  &c.,  &c.  By  John  B.  Uenck,  A 
M.,  Civil  Engineer,  One  voL.pocket  book  form. 
Price  $1,76. 

The  flrst  editition  of  1000  copies  of  this  Work 
was  sold  off  in  four  weeks,  a  sale  almost  unprece- 
dented in  works  of  this  class.  The  Publishers 
have  received  letters  from  the  following  eminent 
Professors  and  practical  Engineers,  who  commend 
it  as  the  best  practical  elenentary  work  on  the 
subject  of  American  Railroad  Engineering; 

Professor  D.  H.  Maharf,  West  Point. 

Professor  M.  M.  Gillespie,  Union  College. 

Professor  H.  E.  Eastis,  Lawrence  Scientific 
School. 

Professor  B.  F.  Greene,  Rensselaer  Polytechnic 
School. 

Professor  J.  T.  Benedict,  New  York  Free 
Academy.  ,      • 

W.  J.  McAlpine,  State  Engineer. 

E.  8.  Chesbrough,  City  Engineer,  Boston. 

S.  M.  FeltOD,  Philadelphia. 

G.  W.  Whistler,  Ne.v  Haven  Railroad.  ■«. 

Wm.  E.  Worthen,  New  Haven  Railroad. 

CRITICISMS  or  THE  PRESS 

"This  treatise  presents  one  of  those  rare  instan- 
ces in  which  thorougly  scientific  theory  is  applied, 
in  an  eminently  practical  and  common  sense  way; 
the  tables  alone,  if  republished  in  a  separate  form, 
would  be  a  valuable  treatise  to  civil  engineers  in 
every  department,  and  for  architects,  mechanics, 
and  alsoto  all  persons  engaged  in  practical  calcu- 
lations. The  whole  treatise  reminds  us  of"  Bow- 
ditch's  Navigator,"  and  seems  to  us  destined  to 
hold  the  same  rank  with  railroad  engineers  that 
the  "  Navigator  "  holds  with  shipmasters.  It 
must  become  the  indispensable  Vade  Mecum  of 
every  assistant  engineer.  It  will  be  of  great  service 
to  the  intellectual  character  of  the  profession  as 
well  as  a  great  means  of  diminishing  their  labors." 
— Railroad  Journal. 

"This  book  will  be  warmly  welcomed  by  assist- 
ant railway  engineers.  It  contains  thoroug  treat- 
ises on  carves,  levelling  earthwork,  &.C.'  dec.  The 
tables  have  evidently  been  prepared  with  great 
care.  The  book,  in  fact,  contains  almost  every 
thing  that  can  be  required  by  assistant  engineers, 
eiiher  in  the  field  or  oflSce.  The  author  evidently 
knows  what  they  require,  and  in  what  form  it 
should  be  given."— ^American  Railway  Times. 

"  Au  invaluble  book  to  a  civil  engineer,  partic- 
ularly if  engaged  in  laying  out  railroads." — Bos- 
ton Transcript. 

"Much  of  the  work  is  the  result  of  original  in- 
vestigation, and  has  the  zeal  and  commendation  ot 
a  working  man. — Rochester  Advertiser. 

29.3t 


Alotice  to  Coutiaetors. 

PROPOSALS  FOR  THE  ENTIRE  CON- 
siructiou  and  equipment,  or  the  graduation, 
bridging  and  masonry,  separately,  either  in  whole 
or  io  part,  of  the  Mississippi  and  Tennessee  Rail- 
road, (extending  from  Memphis  to  Grenada,  Mis- 
sissippi, about  "il  miles,)  will  be  received  at  the 
office  of  the  Company,  in  Memphis,  till  the  20th 
of  July  next.  Proposals  for  the  entire  construc- 
tion and  equipment,  and  otherwise  as  favorable, 
will  have  preference.  Profiles  and  estimates  ol 
the  first  60  miles  may  be  seen  on  application  at 
the  Engineer's  Office  in  Memphis.  Bidders  must 
furnish  satisfactory  evidence  of  their  ability  to 
complete  the  work. 

MINOR  MERIWETHER, 

Chief  Engineer. 
Majr  ith,  19M. 


N.  York  and  A .  Haven  K.  K. 

NOTICE  OF  SUMMER  ARRANGEMENTS, 

Cvnvmencxng  Monday,  May  9, 1854. 


TO  NBW  VUU&. 

Specuil,  from  Por 
(Jlieslur. 

'CcHiuiiuUitioii  fVoii 
New  ilavui. 

'AuecHiuuuOation  fu 
Mew  lluvBu. 

■AcuuuuiiiKlatiOn  lu 
New  Uaveii. 
Kxpretiii  IVom  Nev 
Uaven,  SUippiUj(a 
Urulgepurl,  Nui 
waikaiiU  bumiforu 
UcnloD  £jipreis* 
filuppiog  at  UriUgi 
purl,  r^urwalk  uik 
SUmfurd. 

-Special,  from  Por- 
Cbesler. 

AcoonuuodatioD  fii 
N  e  w  Uaveu. 

'Boston       Express 
■tupping  at  liriUgt: 
port,  Murwalk  aiu 
I  StanilonL 

OEOROE  W.  WHISTLKR,  Jr.,  Sup'L 
Sew  Haven,  May,  l&o4. 


TBAlirS  FBOM  H«W  TOBK.  TBAIK8 

7  A.  M. — AccemmodaUon  to  5.30  A.M.— 

New  Haven. 

8  A.  M.— BxpresK  for  Boston,  «.00  A.M.— 

stopping   at  Statu-: 

ford    and    Bhdgo-S.U  A.M.— 

port 
9.10  A.M.— Special     for    Port:8.16  A.M.— 

Cbeeter. 
11.30  A.M.— Accomraodation  ft)r9.36  A.M.— : 

New  Uaveo. 
3-00  PM.— Express    for    Newl 

Haven,  stopping  at 

Stamford,  Norwalk'l-O"  P  M 

and  Bridgeport      | 
4.00  P.M.— Accomiuodationlbr! 

New  Havea  [ 

6.00  P.M.— Express  for  Bostoii,!4.00  P.M 
V  .  .  gtopping  at  N.  Ha-j 
^         Tea  14.00  P.M.- 

6.35  P.M.— CommutatiOD  for  N. 


Havea 

6.30  P.M.— Special     for    Port 
Ctieitter. 


9.30  P.M.— 


.Mew  York  and  Krie  i(.  ic. 

PASSENOEB  TBAINS 
leave  Pier  foot  of  Duaue  street, 
as  follows,  viz: — 
BDFFALO   ExFBESS,  at  6  a.   m.  fur  Buffalo  direct,   withoui 
change  of  baggage  or  Cars. 
Punkirk  Express,  at  7.  a.  m.  for  Dunkirk. 

Mail,  at  8ii  a.  m.  for  Dunkirk  and  Bu&lo,  and  intermediate 
stations. 

Wat  Express,  at  12Ai  p.  m.  for  Dunkirk. 
RockJaud  Pafbt-ugcrs,  at  3.  30  p.  m.,  (from  foot  of  Chamert 
Street)  via  Piermout,  for  Suffern  and  mienneduito  stations. 

Way  Passknokr,  at  4  p.  m.,  fur  OtunlJe,  and  iutenutdtate 
stations. 

NiuHT  EXPBB89,  at  6  p.  m.  for  Dunkirk  and  Buffalo. 

Emigrant  at  6  p.  m. 

On  Sundays  only  one  Express  Train — at  6  p.m. 

Tiieae  Express  Trains  connect  at  Buffalo  with  first-class 
splendid  Steamers  on  Lake  Erie  for  all  pons  on  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  snore  Kailroad  for  Cleveland,  Cuicin- 
nati,  Toledo,  Detroit  Chicago,  etc. 

D.  C.  McCALLtJM,  Gaieral  Supit 


Railroad  Companies    and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  and  caual  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rau 
office  to  give  their  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  weli 
known  companies  and  contractors,  and  men  art 
forwarded  to  any  part  of  the  Union. 

MORRIS  &  COUNERT, 
European,  American  Employvienl  Office, 
287  Broadway,  corner  Reade-st. 
3m*10     Under  the  Irving  House,  New  York. 
And  102  Greenwich  st. 


SHANAHAN  &  LOEBER, 
181  William-si, 

(1st  floor-Up  Stairs,) 
NEW-YORK. 

MANUPAOTUBEES  OP 

THEODOLITES,  TRANSITS,  LEVELS. 
SarFcyors'  Compasses,  Drawing  Instrameuti, 
Chains,  Scales,  Levelling  Rods,  <kc.     lylO 


To  Railroad  and  Canal  Co.'s 
Contractors,  &c. 

THE  undersigned  would  direct  the  attention  of 
Chief  Engineers  and  Contractors  to  the  facili- 
ties they  possess  for  supplying  them  with  labor- 
ers, mechanics  &c.,  of  any  description,  and  also  in 
form  them  that  they  forward  and  deliver  such  men 
at  whatever  destination  they  may  be  required. 

Companies  or  Contractors  desirous  of  receiving 
steady  and  industrious  men,  will  be  promptly  sup- 
plied at  the  shortest  possible  notice. 

JOHN  J.  HELLING  «fc  CO. 
No.  86  Greenwich  Street,  New  York. 
26.4( 


To  Cbief  Kngiueers.       ^ 

AGeiitlcmaij  who  has  had  some  Eight  yeurk  EiperiflDM  fa 
construction  ol  various  Basium  ana  V\  uKicrn  imaroHUa  dv»- 
ics  a  situauou  as  KenKleut  Jiiugiuocr  upon  suuie  rauwtiy  Ui  ix.* 
ooited  iilal«it.  The  tMjst  of  rdereuces  as  to  CaptUMuiy  «ua  kJt- 
jcieucy  can  t>e  furnished.  Addreos  U.  care  orjoun  PauiMr  ^aq. 
alasl  Caiuhridge,  Masa.  17  U' 

koY  dale. 

J^HE  ROSSIS  FL'HNACE  AND  FOUNDRY,  eu.,«L  Law 
.  reuce  County,  N.  Y.— 'llus  well  kiiuwn  ealabu^iliaicnl,  tifcV- 
Jig  attached  to  it  a  large  and  looiplete  Casting  liouoe  wuu  Aia- 
^iiue  Shop,  with  ample  accoiuuiuuuuous  lor  w  urkiuuu,  auu  ct«- 
y  conveuiuuce  necessary  to  the  tlie  pronecuuoti  ut  an  o^mumn* 
^uaajess,  togutlier  wiUi  vaiuat>ie  iiuu  Miiice  and  M"'.'.y  iM^^tita, 
-Uso  I'iUiber  Lands,  is  ooereU  lor  saie  b>  tne  prupn«K>r,  *liu  r«- 
^iitss  troui  the  bukiuess.  The  capacity  oi  Uie  Kusms  ir  unia>.6 
lor  uiaKuig  iron,  i8  believed  to  he  uiiburpasMM  by  any  cti&rvcal 
r'uniace  in  the  country,  having  repcateUiy  run  up  lu  luurio^A 
axis  per  day,  witn  &a  to  tiU  per  ceui.  yieiu  Oum  <>re» — spvcuiar 
red  ojudt-s — coal,  per  ton,  lUU  bui>hei».  The  same  ha*  been  lO 
oiuuterrupted  operation  lor  over  twenty  years,  ^d  tne  rcputa- 
uoii  of  lis  iron  is  esCabUsbed  Uiruughoui  tne  H  est  Tne  lucsucB 
^i  these  works  is  ui  tne  village  auu  town  ol  Komue,  couuiy  ol  fit. 
Lawrence,  N.  V.,  six  miles  limn  the  Kiver  bu  Luwreuve,  ui.i 
^oiinecieo  tbcrewith  by  a  piauk  ruad.  Their  cost,  ai«ri  uum 
,ireuii»cs  and  water  jKiwer,  lias  involved  an  expeuojiuie  ol  ov«r 
»1UU,0UU,  and  their  present  eltk;ieucy,  in  every  re.>pecl,  m  cul- 
^idered  tuiexceptiouable.  For  t'urUier  infomiaUou  tt|>piy  to  P. 
W.  Baklwui,  Agent,  at  the  works,  or  to  the  uuaersigucu. 

-      .     tt.  i'AKlSH. 
Ogdensburgh,  N.  Y.,  Ai>ril,  18M.  '  la^oai* 

SEYMOUR,  MORTON  &  CO.  GENERAL  B.  B. 
AGENC)^,  Office, Mettopohtan  bank  liuUdUJg. 
.>u  liu  broad  way,   have  tu   dispose  ot  at  piivai* 
sale,  iu  amounts  to  suit  persons  desiring  to  mveat, 
the  following  valuable  becuntics : 
LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AND  MiaSlBSlFl'I  K.K.  STOCK,  draw- 
ing interest. 

MAYSVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at24yeai-8. 

MAYSVlLLli  AND  LEXINGTON  R.  B  STOCK. 
SClOrO    AND    HOCKING    VALLEY     R.B. 
STOCK 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FIRST 
MOKXGAGi:  ".JO.N  vERl IB LE  UOADS. 

LOUISVILLE  AND  NASHVILLE  K.B..  STOCK. 

BUFFALO  AND  STATE  LINE  B.R.  BONDS. 

They  are  prcpiired  to  negotiate  contracts  for 
the  coustrucliou  and  ei^uipmeut  of  RuUroads  in 
any  part  of  the  country,  including  furnishing  corps 
ot  engineers  and  contractors  locumotive  ebgiucS 
and  cars,  railroad  bridges.  McCalium's  paicnt , 
railroad  iron,  chairs,  spikes,  switch  iroub,  &c.,  &.c  . 

MO.NTU£AL.  &  MKW  YOKK 

AND 
Plattsburgli  and  Montreal 
-'  rr  HA1L.UOADS. 

J3f* Open  through,  /'rum  PlaUtbwgh  to  Montreal.^i 

Passenger  Trains  leave  Montreal  for  Plattahury  at  6  30  a.iB 
and  b  p.nL,  arrive  at  8  a.ni,  and  7.3U  p.m. 
Leave  Piattsburg  for  Montreal  7.30  a.ui.  and  4  p.m.,  arrlv*  • 

10  a.in.  and  0.50  p.m. 

Trauis  conuet  at  Montreal  with  Steainen  for  Quebec,  and  tli* 
dt  Lawrence  and  Atlauuc  RuihxNid  for  tiherhrouke  auM  nur 
mediate  stauon. 

Trains  connect  at  Mooers  Junction  with  Northern  (Ogdeoc- 
burgh)  Kailroad  for  Ogdeusburgb  snd  Lake  OniarHi  sieiuiiurs  lt>r 
Lewtsiuu,  Niagara  Fails  and  L'pper  Cauaaia,  auu  all  ports  on  Uis 
Western  Laken. 

Trains  connect  at  Platteburgh  by  Steamer  to  BurUngtoti  witfe 
Rutland  and  Rurlingtou  Railroad  and  connecting  lines  lor  Trtiy, 
Albany,  New  York  and  Boston,  and  all  munuedjAie  autiuui. 
Also  with  steamers  for  WhiteluuJ  tu  the  i}au»iuga  mud  WaatMf 
ton  Railroad,  and  coonectuig  hues  of  road  to  Troy,  Albany  iu.d 
New  Yuik, 

Passengers  will  And  this  route  uneaqtwUed  for  comfor  mi 
dispatcli,  and  attended  with  lesst  atiguc  and  dely  tliao  any  other. 

11  possesses  moreover  the  advantiigt;  of  a  short  Fernage  ol  uotf 
ti/teen  minutes  across  the  River  St  Lawrence  at  Caugtmaw  s^a , 
which  has  never  t>eeu  known  to  tnaee,  and  can  be  coultdeatly 
relied  upon  at  all  season*  of  the  year. 

B3*'Fneglit  Tanus  run  daily  each  way. 

For  partKulars  see  Fneght  and  Passenger  Tari& 

BAoaAOB  checked  Ikrvugh. 

U.  W.  NELSON,  SaperiDtan  icut. 

Steam  Kngrine  and  Blowing 
Cylinderet  for  Blast  Furnace 
for  Sale. 

\    STEAM  ENGINE,  20  inch  cylinder,  and  five  fMt  ftrok^ 
Sx.  toguUier  wiiii  Blowing  Cyiinders,  five  feet  diatnetv,  and 
su  feet  stroke,  in  perfect  woridns order,  ft>r  sale.     Apply  to 
EDW.  BECB  &  KC.NHARDT,  62  Beaver  St., 
Or,         A.  TO  WAR,  Af«at  Pokeepsle  Iron  Wortta. 

9M  tnkttfm^.  t. 
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Waterbury  and  Atwood's  Mode  of  {.Ventilatingr  Railway  Cars,  and   Excluding    Dust, 

Smoke  and  Cinders.^"       "e?n~ 


CHARLES  ATWOOD,  Agent,  BIRMINGHAM^LCONN. 


I 


F~ 


GROVE  CAR  WORKS, 

i:.  .,  HARTFORD,  CONN. 

MANUFATURERB    OP 

Railroad  Coaches,  City  Cars, 
Freight,  Coal,  Gravel, 

and  all  other  descriptions  of  Railroad  Cars. 
The  above  establiahment  faaa  aa  gtetit  (kcilities,  and  turns  out 
1  large  an  amount  of  work,  as  any  other  Factory  in  the  Unioa 
FALE3  ic.  GRAY,  Proprietors. 


argea 
27  tf 


n- 


■■■i:..'::h\--^r^-,"  FOR  SALE. 

AN  ALLIGATOR  SQUEEZER,  complete,  en- 
CDtii^ly  new,  and  in  perfect  order,  to  be  put 
up  at  once. 

It  is  of  the  most  approved  construction,  witli 
cam,  cam   sliaft  and  pedestal,  «nd   with  heavy 
driving  gearing  if  required  by  the  purchaser ;  and 
will  be  sold  at  a  bargain. 
For  further  particulars  address 

ROBERT  BRIGGS,  Jr., 
■    Supt.  RensseJear  Iron  Works,  Troy,  N.  Y. 
Also,  for  sale  7  Dimpfer  Patent  Fans,  2ft.  X  9in. 
second  hand.     Apply  as  above. 

Railroad  Iron  and  Chairs. 

The  Lackawanna  Iron  and  Coal  Co ,  are  now  prepared  with 
increased  facilities  to  contract  for  Rails  and  Chairs  at  their 
works  at  Scranton.  Penna. 

Address  3.  T.  SCRANTON  Prest  at  Scranton,  or  at  the  of 
oca  of  tm  Company  in  New  York,  72  Bearer  St. 
ifctf 


■  r'-% 


•  t* 


For  Sale. 

BT  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars, 
adapted  to  Railroad  purposes,  which  will  tie  sold  at  a  rees- 
ooable  price.    For  further  intbrmation,  apply  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  E.  Co., 
Or  BRIDOES  &  BRO., 
19  tf  64  Courtliuid  st,  New  York, 

C.  Floyd- Jones., 

Division  Engineer  3d  and  12th  Divisions 
Illikois  Central  Railkoao.      ^    ;,- 
Vandalia,  lU.  •.* 

Ltyon^s  Tables  of  Cuhlc  Con- 
tents, Etc*  ,  \  '■:•■■  ■  -..-  ^'i 

Tb««e  vnhiable  tablM  •re  of  great  assistance  in  obtaining  the 
cubic  contents  of  VA-cavatioiis  and  embankments.  Table  1. 
gives  correct  mean  hoi^'hts  of  cross  sections  with  either  two  or 
tliree  cuttings  takea  Table  2.  Hnds  the  cubic  contents,  having 
the  mean  heights  at  each  end  of  U)e  section  to  be  calculated 
given.  These  tables  [possess  advantages  in  being  applicable  to 
every  variety  of  bases  and  side  slopes.  Engineers  and  others 
may  obtain  them  by  application  at  Uio  American  Railroad  Jour- 
nal ofBce,  9  Spruce  Street,  New  York,  by  mail  or  otherwise. — 
Price  $1,50.  2l.tf 

Locomotive  Engines. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4ft  8X  ia  gauge, 
made  by  one  of  tlie  most  celebrated  and  extensive  builders 
in  Massachusetts,  ai)d  ready  for  immediate  delivery.  These  en- 
gines are  admirably  adapti^d  for  Cist  travel  with  light  passenger 
trains  ;  weight,  13  tons,  with  4  ft.  drivers,  with  leading  and  trail 
wheels  ;  cylinders  12)4  in.  by  20,  with  a  separate  cut-off  valve. 
Can  be  examined  at  the  works  of  the  maouf^tarer.  Apply  to 
H.  T.  POOR,  £ditor  Aulroftd  JouiuU,  9  gpnK«  •(.,  N.Y.   IW 


Plillad.;lphl(i,  Wllmlng^ton  & 
Baltimore  Railroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 
SOUTH  AJ^D  WEST. 


mmm 


Trains  will  leave  the  Southern  and  Western  Station,  comer  of 
Broad  and  Prime  streets,  Philadelptiia,  at  8  30  am.  12  46,  3  and 
Upm. 

FARB   BT  THROUGH  TICKITS   TO   TBI   SOUTH. 

From  New  York  to  Wilmington $U  60 

do        do  Norfolk , 8  60 

From  Philadelphia  to  Wilmington . ....  14  00 

do       do  Norfblk «  50 

do       do  Petersburg ..... .. .    9  00 

do        do  Richmond 8  00 

FAR!    BT   THROUGH  TICKETS   TO   THB   WBST. 

From  New  York  to  Cincinnati l..$18  50 

do        do  Louisville.... '. 14  50 

from  Philadelphia  to  Cincinnati 11  00 

do       do  Louisville 12  00 

From  New  York  to  Indianapolis W  00 

An  extra  charge  will  be  made  for  meals  and  state  room*  »u 

board  the  boats.  L.  S.  SPAFFORD, 

27tf  Qeneral  Sup't. 

Boiler  and  Tank  Rivets, 
Nnts  and  Washers; 

All  Sizes  of 

Bolts  and  Bolt  Ends 

for  Sale  by 
BSIPGES  &  BROTHSR, 
^«4  0ourtfauidM.,K.T. 


T'A: 


t>;y> 


^tVi^rf?  T-f  1  ♦'r^^-'-tf^^ivn'f'f^-*^^ 


:i 


;t- 


.».in/. 


AMERICAN  RAILROAD  JOIRNAL. 

STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES,      i 


.^^-  i>ti,-5  ■ij^  %i  iiAi:-,  '>■,  !-e^fra7  .*.; 


vf 


HENRY  V.  POOR,  Editor. 


ESTABLISHED  IN  1831. 


-■.-■(  ■>•- 


PUBLISHED  WEEKLY  BY  J.  H.  SCHULTZ  &  CO.,  AT  NO.  9  SPRUCE  ST.,  NEW  YORK,  AT  FIVE  DOLLARS  PEE  ANNUM  IN  ADVANCE. 
Second  Quarto  Series,  Vol.  X.,  No.  30  j        .  SATURDAY,  JULY  29,  1854.  IWhoi.£  No.  964,  Vol.  XXVIL 


■^  FREDERICK  ALGAR,  No.  11  Clements  Lane, 
Lombard  St ,  London,  is  the  authorised  Buropeao  agent  for 
the  Journal. 


PRINCIPAl.    COMTKNTS. 


How  Railroads  make  money  Scarce 465 

Boston  and  Worcester  Railroad 466 

Michigan  Southern  and  Northern  Indiana  R.  R.468 

Car  Ventilation 470 

Railvrays  in  Nova  Scotia 471 

Harlem  Railroad 471 

Stock  and  Money  Market 472 

Juarnal  of  Railroad  Law 474 

Latrobe  and   Knight's  Rule  for  Equation    of 

Grades 474 

Illinois  Central  Railroad 475 


American  Railroad  Journal. 


PuBLiSHBD  BT  J.  H.  SCHXTLTZ  ft  00.,  No.  9  Srsooi  ST. 


Saturdajr,  July  39.  1834. 


R«W  Railroads  Make  Money  Scarce 

When  individuals  or  the  community  find  them 
selves  in  trouble,  or  that  their  affairs  do  not  go 
on  aa  desired,  or  as  was  expected,  it  is  customary 


In  the  United  States  where  entire  freedom   is  I  for  production,  and  as  by  the  inventions  and  dis- 


allowed to  every  impulse,  it  is  natural  that  the 
pendulum  of  public  opinion  should  oscillate  be- 
yond the  boundary  that  marks  the  limit  of  its 
healthy  movement.  It  was  to  be  expected  that 
with  the  passion  which  has  existed  for  railroads 
in  this  country,  united  with  the  conviction  that 
they  would  prove  profitable  investments  of  capital, 
that  their  construction  should  have  exceeded  the 
harmonious  development  of  all  our  great  interest, 
and  that  they  should  have  taken  the  lion's  share 
of  the  available  or  accumulated  means  of  our 
people,  leaving  a  corresponding  deficiency  for 
other  avocations  and  enterprises 

We  have  uo  doubt  such  is  the  fact.  We  have 
frequenty  stated  such  to  be  our  connection.  But 
it  is  of  little  use  to  give  warning  or  advice.  A 
man  must  experience  what  has  been  told  him 
before  he  will  hear  what  has  been  said. .  ^    ,., 

While  the  construction  of  railroads  has  pro- 
ceeded out  of  proportion  to  other  interests,  this 
fact  by  no  means  proves  that  they  are  in  advance 
of  the  wants  of  the  country.     To  supply  this  want 


a  great  increase  of  roads  mav  yet  be  necessary, 
to  vote  the  apparent  cause  a  nuisance  or  humbug, '^he  mistake  committed  is  not  that  we  have  too 
to  be  suppressed  or  abated,  and  they  fully  re- ^j^ny  railroads,  but  that  there  are  wants  para- 
solve,  henceforth,  to  have  nothing  to  do  with  the  ^^^^  to  these,  which  should  first  be  provided 
supposed  author  of  their  misfortunes.  This  prac- f^r ;  for  as  soon  as  harmony  or  equilibrium  is 
tice  pretty  well  describes  the  feeling  entertained  restored,  the  construction  of  railroads  may  be 
at  this  particular  crisis  toward  railroads,  which  resumed  both  with  safety  and  profit, 
are  supposed  by  the  immense  sums  expended,  it  jg  undoubtedly  true,  that  raUroads  have 
in  their  construction,  to  have  caused  the  present  gjv-en  a  value  and  significance  to  capital  that  it 
tightness  in  the  money  market,  and  which  in  addi-  never  before  prossessed.  While  the  application 
lion  to  interfering  in  the  ordinary  transactions  of  ^f  ^^ea^^i  to  the  mechanic  arts  has  infinitely  in- 
bosiness,  has  reacted  upon  railway  securities  |  greased  the  productive  capacity  of  society ;  the 
themselves,  carrying  prices  all  the  way  from  5  to 'demand  for  capital  is  increased  in  the  same  ratio, 
30  per  cent,  helow  frst  cost.  There  is  not  a  man  among  us  of  forty,  who  does 

With  the  marie/ value  of  railroad  securities  we  Lot  remember  when  the  capitalist  of  his  native 
have  little  concern.  If  any  one  has  made  a  mis-  village  had  always  a  plenty  of  money  te  lend  at 
take  in  going  into  them,  it  is  not  because  the  q  and  7  per  cent,  on  good  security  of  names  or 
conclusions  then  formed  as  to  their  productive-  lands.  Society  had  then  hardly  crossed  the  line 
ness  were  erroneous,  but  because  the  relations  of  demartation  which  separates   the   old   from   the 


things  are  changed.  As  we  stated  in  our  last, 
railroads  have  been,  and  are,  as  productive  as 
was  supposed  they  would  be  when  the  public  took 
their  secerities  at  the  highest  figures  which  pre- 
vailed. If  there  has  been  a  change  it  is  not  so 
Muchl  n  the  railroads,  as  in  the  relations  that  other 
hings  bear  toward  them. 


nejr,  the  period  which  signalized  the  introduction 
of  the  forces  of  nature  into  the  economy  of  life. 
The  use  of  steam  has  increased  beyond  all  calcu- 
lation the  value  and  productiveness  of  labor. 
Money  now  stands  for  whatever  results  the  steam 
engine  can  accomplish.  Capital  has  become  valu- 
able just  ux  proportion  to  its  iacreased  capacity 


coveries  which  are  being  made  every  day,  this 
capacity  is  increasing  in  geometrical  ratio,  we  caa 
see  no  pause  in  the  demand  for  capiUu  till  there  is 
a  corresponding  pause  in  human  ingenuity,  or  till 
man  shall  forego  a  portion  of  his  wants,  or  rest 
contented  with  his  present  means  for  their  grati- 
cation. 

But  these  remarks  are  somewhat  wide  of  th« 
subject.  What  we  intended  to  say  was,  that  rail- 
roads have,  as  alleged,  consumed  an  immense 
amount  of  capital  in  the  construction,  which  has 
in  a  measure  been  withdrawn  from  other  channeb, 
at  some  iaconvenience  to  ol/icr  departments  of 
industry.  While  this  has  been  the  case,  the 
effect  has  been  to  create  an  additional  demand 
for  twice  or  thrice  the  capital  that  has  gone  into 
them.  The  construction  of  every  railroad  fur- 
nishes the  means  for  the  development  of  other 
resources,  greater  or  less,  as  the  case  may  be.  Let 
us  suppose  100  miles  of  railroad  to  be  constructed 
in  Ohio.  At  every  two  or  three  miles  upon  its 
line  some  element  of  wealth  is  rendered  availa- 
ble, which  before  lay  dormant.  At  one  point  the 
timber  on  the  line  of  the  road  is  manufactured 
for  use.  At  another,  a  coal  mine  is  opened.  At 
another,  iron  works  are  erected  At  a  fourth 
some  other  useful  mineral  is  brought  out.  At  a 
ffth,  is  a  water  power  to  be  set  at  work 
for  a  whole  neighborhood.  The  development  of 
all  these  resources  ofi'ers  the  greatest  inducement 
to  the  profitable  investment  of  capital,  so  that  no 
soorer  is  a  road  constructed  than  a  demand, 
springs  up  for  the  objects  stated,  for  two  dollars,  ' 
where  the  construction  of  the  road  called  for  one, 
to  accomplish  the  legitimate  resolta  due  to  aoch 
a  work.  .  ■-  .V       ..  .■:  t  ^ .:    •■  v';;: '    -:■  .^    ^ 

The  demand  for  capital  created  by  the  con- 
struction of  railroads  is  not  only  what  is  required 
for  the  roads  themselves,  but  for  all  the  works 
and  improvements  to  which  the  former  gives 
birth,   and  which   may  sately  be   estimated    tu 


exceed,  in  a  very  short  time,  twice  their  cost. 
Bat  the  cost  of  railroads,  experience  shows  in- 
creases in  proportion  to  the  increase  of  their  busi- 
ness. The  Boston  and  Worcester  Railroad,  a  brief 
history  of  which  is  to  be  found  in  another  co'umn, 
is  a  good  illustration  in  point.  The  first  cost  of  this 
road  was  about  Si;200,000.  This  amount  has  been 
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increased  some  400  per  cent,  in  18  years,  or  at  the 
rate  of  22  per  cent,  annually.  Now  the  additions 
to  Uic  first  cost  of  the  road  were  just  as  necessary 
and  proper  as  was  the  original  outlay.  If  the 
roads  completed  the  present  year  have  cost  $76,- 
000,000,  they  will  require  an  equal  expenditure 
within  the  next  four  years,  to  accommodate  the  or- 
dinary increase  of  business.  Estimating  the  an- 
nual increase  of  cost  of  our  roads  at  10  per  cent., 
this  araouBt  would  call  for  $50,000,000,  annually 
for  old  roads.  Our  works  in  progress  probably 
call  for  $75,000,000.  If  the  improvements  and  in- 
vestments consequent  upen  the  construction  of 
railroads  equal  this  sum,  the  expenditure  of  capi- 
tal due  to  construction  of  these  works  amount  to 
$200,000,000  annually. 

Such  is  the  annual  draft  that  railroads  impose 
upon  the  productive  energies  of  the  country.  The 
above  facts  will  scr\  e  to  explain  the  constant  and 
active  demand  that  exists  for  moncif.  When  we 
reflect  that  we  have  only  commenced  the  con- 
struction of  railroads,  and  the  development  of  the 
unlimited  resources  of  this  country,  and  that  at  50 
years  from  the  present  time,  our  i)eople  will  be 
just  as  much  occupied  with  new  projects  as  they 
are  at  this  moment,  and  that  overj-  year  enlarges 
the  field  of  enterprize  and  industry,  it  it  difficult  to 
foresee  a  period  in  which  the  accumulations  of  ca- 
pital shall  exceed  the  demand  for  its  profitable 
employment. 

But  while  railroads  are  making,  and  will  con 
tlauo  to  make,  immense  calls  upon  the  ca]>ital  of 
the  country,  of  all  other  in  vestments,  they  make 
the  speediest  and  most  generous  return  on  their 
cost.  They  have  increased  value  of  the  aggregate 
property  of  the  country,  by  more  than  Jive  fold 
their  cost.  lu  addition  to  their  earnings,  they  save 
to  the  public  at  least  25  per  cent.,  of  the  whole 
cost  annually,  in  transportation.  They  have 
created  no  small  share  of  the  foreign  and  domestic 
commerce  of  the  country.  They  are  the  great 
fact  in  the  physical  progress  of  our  people,  and 
have  contributed  more  than  any  other  agen- 
cy to  their  astonishing  progress  in  wealth, 
prosperity  and  comfort.  They  may  have  received 
a  disproportionate  development,  not  disproportion- 
ed  to  the  vants  of  our  people,  nor  their  ability  to 
supply  to  them  a  lucrative  traffic,  but  to  other  in- 
terests, and  other  enterprizes  alike  clamorous  for 
capital.    -  . 

It  is  something  to  live  In  the  present  age ;  but 
while  art  and  science  are  constantly  r  nfolding  new 
truths  for  our  admiration  and  profit,  they  impose 
upon  society  a  corresponding  necessity  for  labor 
and  toil.  We  cannot  accept  the  one  without  the 
other.  That  we  are  oppressed  and  distracted  by 
the  new  calls  made  upon  our  time  and  means  is  no 
good  cause  of  complaint.  We  ought  rather  to  feel 
honored  at  the  post  assigned  to  the  present  genera- 
tion in  its  great  mission  of  unfolding  natural  laws 
and  «f  subjecting  their  action  to  the  comfort  and 
progress  of  mankind. 


Railroad  Con ventton* 

A  convention  was  held  at  Saratoga  on  the  25 
inst.,  at  which  the  Central,  Erie,  Penn.,  Baltimore 
and  Ohio,  and  other  companies  were  represented, 
to  agree  upon  an  uoifiorm  system  of  fares,  and  to 
adopt  such  other  measures  as  the  interest  of  the 
companies  may  demand.  We  understand  that  an 
iQcreased  rate  of  fares  will  probably  bo  proposed. 


Boston  anil  MTorocater  Itallroad. 

Office,  Boston. 

Preside.vt,  Thomas  Uopki.nson. 

Manager,  Qincry  Twichell. 

Length  of  main  line  now  open  for 
traffic 44^  miles. 

Length  of  branch  lines  now  open  for 
traffic 24  „ 


Total....  ....  .W.  ;*..  .; 68^  miles 

The  Boston  and  Worcester  Railroad  Company 
was  incorporated  by  an  act  of  the  Legislature  of 
Massachusetts,  on  the  23th  day  of  June,  1831,  for 
the  purpose  of  constructing  and  maintaining  a 
ailroad  from  the  city  of  Boston  to  the  town  of 
Worcester.  The  charter  conferred  the  ordinary 
rights  and  powers  usually  granted  in  such  cases, 
and  authorized  the  Company  (on  payment  there- 
for) to  lay  out  their  road  five  rods  wide,  and  to 
take  such  other  land  as  might  be  necessary  to 
supply  stone,  or  gravel,  for  construction.  The 
charter  further  proviJed  that  for  a  period  of  30 
years,  no  other  road  should  ba  authorized  to  be 
made  leading  from  Boston,  or  from  Brookline, 
Roxbury,  Cambridge  or  Charlestewn  to  any  place 
within  five  miles  of  the  termination  of  the  road, 
or  of  the  Milbury  Branch,  in  Milbury.  The  charter 
also  pnvided  that  the  "commonwealth  might  at 
any  tii  .j  during  the  continuance  of  the  charter  of 
the  l.ostou  and  Worcester  Railroad  Corporation, 
aft*  r  30  years  from  the  opening  for  use,  of  said 
r.'iilroad,  purchase  of  said  corporation  the  road, 
and  all  the  privileges  and  franchises  of  the  Com- 
pany, by  paying  therefor  the  amount  expended  in 
making  said  road,  and  such  sum,  which  together 
with  the  tolls  and  profits  of  the  Company  of  every 
kind,  should  be  equal  to  a  net  profit  of  10  per 
cent,  on  the  cost  of  the  road  from  the  day  of  pay- 
ment of  the  same."  With  this  limitation  the 
charter  is  perpetual.  The  Legislature  reserved  to 
itself  the  right  to  prescribe  the  rate  of  tolls,  but 
is  not  entitled  to  reduce  them  so  as  to  produce  less 
than  10  per  cent,  on  the  cost  of  the  road.  The 
charter  also  provided  that  the  Company  may  con- 
struct branch  roads  to  any  part  of  the  towns 
through  which  the  road  might  run,  or  of  towns 
adjoining.  The  capital  stock  authorized  was  $1,000,- 
000,a  sum  which  exceeded  the  estimated  cost  of  the 
road  by  more  than  $100,000.  Subsequent  acts  of 
the  Legislature  have  conferred  no  important  addi- 
tional powers  or  privileges,  except  to  authorize  an 
increase  of  capital  stock,  which  now  amounts  to 
$4,500,000  with  authority  to  increase  the  same  to 
$5,000,000,  which  authority  has  been  partially  ex- 
hausted, by  the  issue  of  convertible  bonds  to  the 
amount  of  $326,000. 

The  first  estimated  cost  of  the  road  was  $883, 
904,  or  $20,000  per  mile.  It  was  estimated  by  the 
directors,  in  their  report  under  date  of  Jan'y  18th, 
1833,  that  amount  of  transportation  on  the  route 
equalled  30,000  tons,  and  the  number  of  passen- 
gers to  be  to  54,000 ;  that  the  income  to  be  de- 
rived from  the  carriage  of  these  would  equal 
$142,500.  The  expense  of  operating  and  main- 
taining the  road  was  estimated  at  $34,148,  which 
sum  would  leave  a  net  income  of  $108,352  per 
annum. 

The  same  report  estimated  that  the  amount  an- 
nually paid  for  the  above  movement  of  persons 
and  merchandize  equalled  twice  the  gross  estimat- 
ed income  of  the  road,  or  about  $290,000  per  an- 
num; that  the  road  when  completed  would  re- 


duce the  cost  of  transportation  one-half,  and  be 
the  means  of  saving  to  the  public  an  equal 
amount.  :  1  •  v!;  ■  i  ■  V 

The  work  of  construction  was  commenced  in  ; 
the  month  of  August  1832.  The  first  division  from  - 
Washington  street  t^  Needham,  12^  miles,  was 
opened  for  traffic  in  Juno  1834  ;  the  second  division 
from  Needham  to  Nortkboro,  a  distance  of  31)^ 
miles  from  Boston,  in  November  1834;  and  the 
remainder  to  Worcester,  on  the  4th  of  July  1836. 

The  physical  features  of  the  road  are  as  fol- 
lows: 
Elevation    of  summit,  near  Worcester, 

above  tide  water 490  feet. 

Total  ascent  going  West 666 

„    descent    , 100 


Total  rise  and  fall 656  feet. 

Grade  of30  feet  to  the  mile, (maxim'm),  14»    miles. 

„      „  from  13  to  27  feet  to  the  mile  13)2      )• 
Level 16 


Total ..U. 48)^  miles. 

Length  of  shortest  radius 1160  feet.  :^ 

The  rail  first  used  was   the  "Edge"  pattern      •' 
weighing  40  lbs.  to  the  yard,  of  English  manu-       ; 
facturc,  and  confined  by  cast  iron  chains  weighing 
15  lbs.  each.   Both  the  rails  and  chains  have  been  'v 
long  since  replaced   by  others  of  more  approved    ' 
kinds. 

The  first  engine  used  upon  it  was  the  Meteor, 
placed  upon  it  in  1834,  and  built  by  Robert  Steven-  - 
son.  lis  average  speed  was  about  18  miles  per 
hour.  The  second  engine  put  upon  the  road  was 
one  built  for  the  burning  of  anthracite  coal,  by 
Col.  Long  of  Philadelphia.  The  third  was  built 
at  the  Mill  Dam  foundry,  Roxbury.  The  greater 
part  of  the  original  equipment  of  engines,  however, 
was  obtained  from  Fngland. 

The  construction  of  the  double  track  was  com- 
menced in  1839,  and  completed  early  in  1843.  -  - 

The  cost  of  the  road  when  opened  for  traffic, 
with  an  equipment  of  6  locomotive  engines,  17 
passenger  cars ,  and  what  were  supposed  to  be  a 
sufficient  number  of  freight  cars,  buildings  &c.,   '  • 
with  the  exception  of  the  stations  at  Boston  and     \ 
Worcester,  was  $1,160,556  19.     This  sum  was  in- 
crea.sed  in  1836  to  $1,500,000 :  on  the  first  day  of 
January,  1838,  to  $l,70'),0tt0.     The  capiUl  stock  •. " 
of  the  Company  at  the  same  period  was  increased   v 
in  an  equal  degree.     The  increased  cost  of  the      ' 
road  has  generally  been  met  by  an  issue  and  sale 
of  stocH,    for  which  legislative  authority  was  ob- 
tained as  a  matter  of  course,  upon  application. 
The  amount  of  capital  upon  which  dividends  have 
been  paid  has  been  as  follows;  ;.v.,^,j; 

Capital  Capital      ,. 

Year.         Stock.         Year.         Stock.     '    . 
1836....  1,500,000        1845....  2,900 ,000 
1837....  1, 500  ,(J00        1846....  8,600 ,000  'V  - 
18^8....  1,700,000        1847  ....  3,600,000  <    , 
1839....  1,700,000        1848....  4,600 ,000 
1840....  1,800,000        1849....  4,500,000 
1841....  2,200,000        I860....  4, 500,000 
1842 ... .  2,700,000        1861 ....  4,600,000  «     ; . 
1843 ....  2,700,000        1852 ....  4,500,000  J  ■ 
1844.... 2,900,000        1853 .... 4,600,000    "• 

Branch  Roads. — The  Boston  and  WorcesterCom- 
pany  have  constructed  six  branch  roads,  as  fol- 
lows : — The  Milbury  Branch  opened  in  1836,  the 
SazonvilleBranch  opened  in  1846,the  Newton  Low'r 
Falls  Branch  opened  in  1847,  the  Brookline 
Branch  opened  in  1848 ;  the  Milford  Branch  open- 
ed the  same  year,  and  the  Framiogham  Braoch 
opened  in  1849.    The  following  statement  will 
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show  the  length,  cost,  receipts  and  income,  of  these 
branches. 

Length  in 
Names  of  Branches.  Miles. 

Millbury 3,000 

SaxonTille 3,867 

Milford 11,966 

Newton  Lower  Falla 1,251 

Brooklino 1,653 

Framingham 1,993 

Names 
of  Expenses. 

Branches. 

01 


.    Cost. 

43,262  78 

81,131  66 

327,713  87 

39,360  04 

54,705  03 

48,980  79 

Am't  carried 

Earnings,  to  and  from 

Main  Road. 


Millbury 1,842 

Saxonville 3,493  71 

Milford 20,731  54 

Newton    Lower 

Falls 3,326  78 

Brookline 13,018  66 

Framingham...  1,646  40 


1,153  30 
2,265  86 
25,715  09 

2,037  91 

21,658  72 

1,075  78 


9,707 
9,045 
48,461 


32 
60 
39 

94 


10,391 
None. 
4,000  59 


$44,058  10  S53,906  65  $81,606  84 
The  following  statement  shows  tho  cost,  gross, 
and  net,  income,  expenses  of  operating  the  road, 
and  dividends  paid  by  the  Boston  and  Worcester 
Railroad  Company  for  period  of  18  years  com- 
mencing the  first  year  after  its  completion,  viz : 
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The  dividends  paid  by  the  Boston  and  Worcester 
Railroad  Company  have  been  nearly  equal  to  7  per 
cent,  upon  the  whole  expenditure.  The  increase 
of  cist  of  the  road  over  original  estimate  has  been 
83,966,880,  or  550  per[cent.;  of  earnings  620  per 
cent.;  of  expenses  1,200  per  cent.,  and  of  net  earn- 
ings 400  per  cent.  The  annual  increase  has  been 
pretty  uniform.  At  the  end  of  9  years  from  the 
opening  of  the  road  for  traffic,  the  gross  earnings 
reached  the  sum  of  $426,403;  at  the  end  of  18  years, 
$887,219.  The  cost  of  the  road  reached  its  max- 
imum in  1849,  since  which  time  it  has  been  slight- 
ly reduced.  The  earnings  in  the  mean  time  have 
increased  from  $703,361  to  $887,219,  a  gain  of 
$183,858,  or  26  per  cent. 

The  road  is  thoroughly  constructed  with  ample 
grounds,  buildings,  and  side  tracks  for  the  accom- 
modation of  its  business.  The  amount  paid  for 
real  estute  has  added  largely  to  the  cost  of  the 
road.    The  equipment  of  the  Company  on  the 

30th  day  of  November  1853  consisted  in  26  loco- 
motiye  engiQes ,  100  passenger  cars ;  also  4^-2S6th 


parts  of  24  passenger  cars  belonging  to  the  New 
York  and  Boston  Express  Line ;  18  baggage  cars, 
and  44-236th  parts  of  10  baggage  cars  belonging 
to  the  above  line ;  640  merchandize  cars,  and  84 
grarel  cars. 

It  is  the  declared  policy  of  tho  Company  to 
make  no  further  addition  to  the  capital  account. 
Synopsis  of  the  Report  of  the  Company  for  the  year 
ending  Nov.  SOth,  1854. 

The  earnings  of  the  Company  the  past  year 
were  $887,219  87,  derived  from  the  following 
sources,  viz  : 

From  Passengers .. $481,222  05 

„     Freight 382,568  51 

For  Mail 3,540  41 

Rents 9,934  90 

Transportation     on     Charlfs     River 
Branch 9,964  00 


ToUl  income $887,219  87 

The  working  expenses  for  the  year  have  been 
as  follows : 
Salaries,  wages   and  expenses  in   the 

Passenger  Department $52,117  88 

Do.     do.     Freight  Department 75,329  59 

Salaries  of  President,  Superintendent, 

Treasurer,  &c 29,446  84 

Repairs  of  engines 35,805  47 

„        ,,  passenger  cars 12,682  09 

„        „  merchandize  cars 22,099  84 

„        „  gravel  , 566  20 

„        „  road 42,695  08 

Renewal  of  iron 30,127  77 

Repairs  of  buildings 6,931  52 

Repairs  of  bridges 12,339  82 

Fuel  for  etgines 95,958  13 

Oil  for  do.  and  cars...- 10,698  54 

Waste 752  90 

Gratuities  and  damages 0,205  13 

Repairs  of  fences 1 ,401  1 3 

Wages  of  switchmen,  signal  men  and 

watchmen 

Taxes  and  insurance 


,11,556  00 
8,836  08 


Total  expenses 

Add  balance  of  interest  account. 
Two  dividends  3 J  per  cent.  each. 


.456,528  01 
.  18,402  03 
.316,000  00 


$788,930  04 
887,219  87 


Balance  to  reserved  income $98,289  83 

Reserved  income  at  the  close  of  pre- 
vious year 100,626  76 


$198,919  69 
From  which  Is  to  be  deducted  amounts 
to  depreciation  account . 

For  engines 23,07100 

For  merchandize  cars 30,000  00 

For  passenger  „   7,000  00 


60,075  00 


Total  reserved  income $138,841  59 

The  amount  charged  to  depreciation  is  believed 
to  be  sufficient  to  make  good  tho  wear  of  the  rol- 
ling stock.  The  depreciation  of  iron  has  been 
made  good  by  the  additions  of  new  rail.  The 
company  during  the  past  year  have  made  arrange- 
ments by  which  they  have  secured  access,  over 
the  Qrand  Junction  Railroad,  to  the  docks  at  East 
Boston  which  lie  upon  the  deep  water  of  the  har- 
bor. As  the  wharves  of  the  Boston  and  Worcester 
Company  cannot  be  approached  by  large  class  of 
sea  going  vessels,  they  find  themselves  unable  to 
compete  with  other  roads  entering  Boston  and 
more  favorably  situated  for  the  transportation 
of  imported  merchandize,  the  carriage  of  which  is 
becoming  an  important  item  in  the  business  of 
Massachusetts  Railroad.    As  a  part  of  the  above 


arrangement,  the  Boston  and  Worcester  Company 
purchase  100,000  of  the  bonds  of  the  Grand  Junc- 
tion Company,  which  are  believed  to  be  well 
secured.  The  Company  incur  no  further  liability 
by  the  transaction.  There  appears  to  he  no  con- 
tingency by  which  the  capital  account  of  the  Com- 
pany will  bo  liable  to  be  materially  increased 
above  its  present  amount.  -../ 

The  items  that  make  up  the  cost  of  the  road 
arc . 

Graduation  and  masonry $737,876  61 

Bridges ; 265,102  67 

Superstructure,  including  iron 1 ,410,811  06 

Stations,  buildings  and  fixtures 760,254  88 

Land,  land  damages  and  fences 903,676  66 

Engineering  and  agencie* 228.426  33 


Total  cost  of  road 4,316,981  02 

EdClPMEN'T. 

Locomotive  engines 189,425  22 

Passenger  and  baggage  cars 92,923  12 

Merchandize  cars 252,425  33 


$534,773  68 
The  total  number  of  miles  run  the  past  year, 
was — 

By  passenger  trains 320,780 

„    freight  „     ....178,528 

„    gravel  „     ....    14,266 


Total 513,580 

Total  number  of  passengers  carried 1 ,400,011 

Total  do.  carried  one  mile 24,800,612 

Total  tons  of  freight  carried .309,715 

„    „       „  „     one  mile  .    .11,677,498 

„    „      „  „    to  and  from 

other  roads 8,413,133 

The  proportion  of  receipts  from  hca!  traffic,  t» 
that  derived  from  other  roads  was  as  follows— 

PASSENGERS. 

1.  From  pasiicngcrs  un  main  road  and 

branches $320^1  61 

2.  From  Western $142,648  00 

,,      Norwich  and  Wor- 
cester        12,604  00 

„      Chas.Biver  Branch    6,008  54 

160,260  54 


Total $481,222  05 

FREIGHT. 

1.  From  freight  on  main  road 155,732  65 

2.  From  freight  carried  lo  and  rectMved 

from  other  roads 226,825  80 

U.  S.  mail 3,641  4U 

Rents 9,934  90 

Charles  River  Branch 9,964  00 


ToUl $405,997  82 

Statement  of  Accounts  of  the  Boston  <f-  llWcester 
Railroad  Corporation. 
Road  and  equipment. 

Main  Road $3,720,836  86 

Branches. 

Saxonville 81,131  66 

Millbury 43,262  78 

Lower  Falls 39,360  04 

Milford 327,713  87 

Brookline 54,705  03 

Framingham 48,980  79 

Equipment. 

Engines ^ 189,425  23 

Passenger  Cars 9:i,923  12 

Merchandize  and  gravel  cars 252,425  83 

Total $4,850,764  70 

Assets, 

Cash $23,916  90 

Loans  on  Collateral 216,242  50 

Notes  Receivable 20,888  05 

Bills  Receivable 66,923  87 

Norwich  and  Worcester   Itailroad 
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Bonds 59,000  00 

Boston    and    Worcester    Railroad 

Stock 20,200  00 

Balances  dne  from  connectiog  roads  37,911  57 

IndiTidual  accounts 46,672  73 

■,y^y:':'-    ■-■■■'■  '/■■■  ..■■   ;,^     :-..•,:•  ^434^g54  57 


Materials  for  Consumption  and  Repairs. 

Iron S21,701  98 

Sleepers 1,269  46 

Fuel S42,069  63 

Woodland 6,500  00 

47,659  63 

In  machine  shop 18,928  29 

In  car  shop 13,077  28 

In  blacksmith  shop 2,947  44 

'S'^    '■  ."^      :.          '  S105,474  02 


Recapitnlation. 

Road  and  Equipment S4,850,754  70 

Assets 494,664  66 

Materials  on  hand 105,474  02 


Total 

Capital. 
46,000  shares,  par  value  $100  each. 

Debts. 
fhmded. 
Bonds  payable  in  I860,. .  100,000 
„         convertible    into 
stockatpar 325,000 


S6,460,883  29 
^,500,000  00 


Moating. 

Notes  payable 

Bills  for  materials  for  consump- 
tion and  repairs 

Balances  to  connecting  roads .... 

Unclaimed  dividends 

Individual  accounts 

Dividend  payable  Jan.  2d,  1864.... 
Depreciatiov. 

Engines 

Freight  cars  in  1850 $3,926 

„     „  1863 30.000 


Passenger  cars 


Reserved  income 


425,000  00 

66,642  91 

69,833  68 

16,147  26 

7,228  00 

6,789  86 

157,500  00 

23.075  00 


33,925  00 

7,000  00 

138,841  59 


$6,460,883  29 


JHIehigan  Southern  and  Northern  Indiana 
Railroad. 

Office  op  the  Mich.  Socthern  and  Northern 
Indiana  R.  R.  Go's,  No.  18  Wili.iam-street. 
COPT  or  dividend  notice  of  JUNE  21,  1864. 

A  dividend  of  five  per  cent,  upon  the  full  stock 
of  these  Companies  (except  construction  stock) 
has  been  declared,  from  the  net  earnings  of  the 
current  six  months,  payable  in  cash,  on  and  after 
the  6th  day  of  July  next,  to  stockholders  who 
shall  be  such  at  the  closing  of  the  books. 
An  extra  dividend  from  the  surplus  earningshasalso 
been  declared,  payable  to  the  holder  of  full  stock  as 
above,  as  follows :  By  the  issue  to  them,  on  the 
Ist  day  of  August  next,  of  one  share  of  construc- 
tioo  stock  for  erery  three  shares  of  old  stock  held 
by  them ;  which  construction  stock  will  be  issued 
with  twenty  per  cent.,  endorsed  as  paid  thereon, 
and  subject  to  the  further  payment  of  eighty  per 
cent.,  payable  as  follows  : 

Fifteen  per  cent,  on  the  1st  day  of  August. 

Fifteen  per  cent,  on  the  1st  day  of  Seotember. 

Fifteen  per  cent,  on  the  1st  day  of  October. 

Fifteen  per  cent,  on  the  1st  day  of  November. 

Twenty  per  cent,  on  the  1st  day  of  December. 

Parties  will  hav«  the  option  of  paying  faster  or  in 
full  at  any  time,  and  interest  will  be  allowed  accor- 
dingly ;  and  those  entitled  to  the  fractional  part 
of  a  share,  will  make  the  sum  full  by  payment  of 
th«  difference. 

The  semi-annual  payment  of  four  per  cent,  for 
interest  on  the  construction  stock,  will  be  made  at 
this  office  on  the  1st  day  of  July. 

By  order  of  the  Board, 
EDWIN  C.  LITCHFIELD,  Treasurer. 


New  York,  Monday,  July  24,  1864. 

In  advising  the  stockholders  of  the  extra  divi- 
dend mentioned  in  the  foregoing  notice,  we  annex, 
for  their  information,  the  following  statement  of 
the  business  <ind  condition  of  the  companies. 

The  gross  earnings  of  the  company,  for  the  year 
ending  30th  June  last,  compared  with  those  of  the 
preceding  year,  have  been  as  follows : 


Months.     Passen- 
1862.  gers. 


July 

August .  . . 
September 
October  . . 
November 
December. 

1853, 
January. . . 
February. . 
March .... 

April 

May 

June 

Mails 


$54,303 
63,403 
68,317 
79,180 
41,673 
30,444 

30,625 
39,237 
63,460 
74,300 
88,032 
93,046 


.a 


$•23,168 
28.063 
46,972 
62,061 
56,805 
26,269 

16,169 
16,137 
20,188 
28,061 
36.167 
34,470 


Mails 
and 
Miscel- 
laneous. 

$42 
126 


3,704 


0,017 
26,610 
17,916 
42,183 


to 

"3 

*-» 
o 
H 

$77,616 
91,593 
116,289 
131,232 
102,083 
66,714 

46,686 

66,374 

83,629 

108,379 

144  809 

145,430 

42,183 


Totals . .  $720,825  $384,496  $95,600  $1 ,200,922 
Gross  earnings  for  the  year  as  above . . .  $1,200,922 
Operating  expenses,   including    taxes 

and  rent  of  the  Erie  and  Kalamazoo 

Road $579,636  30     "   '    ' 

Interest 212,265  97     -^ 

Extraordinary  expenses  in-         ...       '  '   ,• 

curred   in   forming  the  -»•'.'. 

Boat  connections  upon 

the  Lakes  in  1862 34,357  86 


826,269 


Net  profits  for  the  year $374,662 


1863.       Passen- 
Months.      ,  gers. 

July $76,556 

August   ...  91,993 

September.  123,699 

October....  141,661 

November  .  108,636 

December..  78,873 

1854. 

January  . . .  56.079 

February...  61,831 

March 104,604 

April 119,172 

May 130,333 

June 124,682 

Mails ' 


$26,255 
51,731 
60,370 
64,600 
45,762 
23,563 

23,296 
26,688 
37,642 
38,666 
59.660 
66.068 


Mails 
and 
Miscel- 
laneous. 

$4,767 
3,953 
5,737 
9,699 
3,622 
7,948 

9.949 
5,277 
7,339 
7,606 
11.644 
6.012 


o 
H 


$107,668 
147,684 
189,806 
215,861 
157,911 
110,376 

88,325 
93.797 
149.686 
165,334 
201,628 
185,663 


Totals.. $1,216,927  $513,166  83,448 $1,813,633 
Gross  earnings  for  the  year,  as  above. . .  $1,813,633 

Operating  expenses $851,951  29 

All  other  expenses,  includ- 
ing salaries,  rent  of  Erie  •'■■.    , 
&  Kalamazoo  Road,  «&c.     66,136  06        ',j 

Taxes 44,323  24 

Interest  on  bonds  and  ac- 
counts    270,389  41 

Sundry  expenses,  of  steam-       "•'..   ••  .  ;• 

boats,  and  other  expen-  .•   j  - .  ■     .  .  f^ 

ses  applicable  to  busi-    .  ./  . 

ness  of  previous  years. 

but  paid  in  1853-4 35,162  68 

;    .        ..     .. 1,267,962 


Net  profits  for  the  year $666,680 

Note. — The  above  earnings  will  be  found  to  dif- 
fer somewhat  from  the  amounts  heretofore  pub- 
lished, for  the  reason  that  an  amount  of  boat 
earnings  before  included  have  been  entirely  left 
out  in  this  statement.  The  net  profits  from  this 
source  will  be  added  at  the  end  of  the  year. 

The  Company  have  paid  from  their  net  earn- 
ings during  the  year  the  following  dividends : 


In  January,  1854,  a  dividend  of  10 

per  cent,  upon  $2,800,000,  amount- 
ing to '. $280,000 

In  July,  1854,  a  cash    dividend  of  6 

per  cent,  upon  $2,864,500  of  stock, 

amounting  to 142,726 

The  extra  dividend  above  announc- 
ed, and  payable  in  stock  on  and  after 
the   1st  day    of   Augu.st    next,   will 
amount  as  follows : 
The  new  stock  to  be  issued  will  be 

equal  to  one-tkiri  of  the  amount  of  ^-^ 

full  paid  stock,  at  the  date  of  the 

declaration  of  the  dividend ;  this 

was 2,854,600 

One-third  of  this  amount  is 951,500 

20j)er  cent,  to  be  endorsed  as  paid  on 

this  account,  will  be 190,300 

A  recapitulation  for  the  year  shows 
the  following  result ; 
Balance    to  credit  income  accoant, 

July  1,1853 $103,307   16 

Net  earnings  for  the  year,  as  per  pre- 
ceding statement 566,680  74 


Dividend  paid  January,  1864$280,000 
Dividend  paid  in  July,  1854   142,725 
Extra  dividend,  payable  Au- 
gust, 1864 190.300 


$658,887  89 


-$618,026  00 


Surplus J..  . ;. $45,862  89 

As  the  May  issue  of  stock  was.  by  its  terms,  to 
become  full  stock,  and  entitled  to  f\ill  dividends 
after  July,  it  was  deemed  proper  to  divide  most  of 
the  surplus  on  hand  among  the  stockholders,  who 
were  such  prior  to  that  date. 

The  foregoing  earnings  have  been  exclusively 
from  the  finished  lines  of  the  Company.  No  por- 
tion of  the  new  works  of  the  Company  (except 
about  15  miles  of  the  Jackson  Branch)  have  yet 
been  brought  into  operation.  It  will  be  remem- 
bered that  it  was  stated  in  the  last  annual  report 
of  the  Directors  of  this  Company,  that  they  were 
engaged  in  constructing  a  branch  line  of  about  40 
miles,  extending  from  the  Michigan  Southern  line 
to  Jackson  ;  also  an  independent  line,  known  as 
the  "  air  line,"  and  extending  West  from  Toledo 
to  Goshen.  120  miles.  These  two  new  works  mak- 
ing together  160  miles  of  new  road,  were  estimated 
to  cost  about  $3,300,000.  It  was  then  proposed 
to  defray  the  expenses  of  the  CQPStraction  by  an 
issue  of  $2,000,000  of  mortgage  bonds,  ($1 ,600,000 
to  be  secured  upon  the  Goshen  Line,  and  $500,000 
upon  the  Jackson  Branch,)  and  by  an  issue  of 
stock  to  the  amount  of  $1,400,000. 

The  stock  was  accordingly  issued  in  August, 
1863.  and  distr'buted  among  the  stockholders.  It 
was  subsequently  found,  that  owing  to  the  changed 
state  of  the  money  market,  ic  was  impossible  to 
negotiate  bonds  at  rates  satisfactory  to  the  Com- 
pany. The  bonds  were,  therefore,  withheld  from 
the  market,  and  a  further  issue  of  stock  was  made 
in  May  last,  amounting  to  $1,186,800.  A  still 
further  issue  is  provided  for,  as  stated  in  the 
above  notice,  to  be  made  on  the  1st  of  August 
next. 

It  ai)pears,  then,  that  the  aggregate  amount  of 
stock  issues  authorized  for  the  purpose  of  con- 
structing the  Goshen  Lino  and  Jackson  Branch 
have  been  as  follows : 

In  August,  1863 $1,400'000 

In  May,  1864 1,186,800 

To  be  issued  August,  1854 961,600 


Total $3,538,800 

This  sum,  the  Board  believe,  will  be  adequate 
to  open  these  lines  for  Ojjcration.  More  extensive 
arrangements  for  business  accommodations  at  Tol- 
edo, than  originally  contemplated,  and  other 
changes  of  plans,  have,  it  will  be  seen,  somewhat, 
but  not  materially,  enlarged  the  first  estimate  of 
cost. 

Having  thus  provided  for  the  cost  of  the  new 
works,  by  issues  of  stock,  the  Company  have  been 
able  to  retain  on  hand  unsold  most  of  the  bonds 
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which  they  had  origiually  designed  for  this  pur- 
pose. There  have  been  sold,  and  are  now  out- 
fltanding,  S247,000  of  the  $500,000  bonds  secured 
upon  the  Jackson  Branch  ;  and  SI 31 ,000  of  the 
S1,600,00U  of  bonds  secured  upon  the  Goshen  line. 
The  proceeds  of  those  sales  have  been  used  for 
the  general  purposes  o*"  the  Company.  The  re- 
mainder of  these  bonds  are  now  on  hand,  and  will 
only  l»e  sold  in  case  satisfactory  prices  can  be  ob- 
tained, and  the  Company  ^hall  iind  it  desirable  to 
realize  the  avails  of  thcin  for  the  purpose  of  en- 
larging their  equipment,  and  the  necessary  station 
accommodations  for  their  rapidly  augmenting 
business. 

The  financial  condition  of  the  Company  is  as 
follows: 

Qe.veral  Statememt   after   Payment  or  Divi- 
dend OF  July  5. 
Construction  and  Equipment  : 

Michigan  Southern  R.  R $3,562,412  53 

Northern  Indiana  R.  R 3.360,826  94 

Jftckaoa  Branch 479,824  06 

Goshen  Air  Line 1,089,432  41 

Erie  and  Kalamazoo  R.  R. . . .. 1,363,324  23 


Steamboats 

Wood  and  material  on  hand . . 
Stocks,  bonds  and  mortgages. . 
Cash  in  hands  cashier  &  ag'ts. . 
Cash  on  hand  and  in  banks. . .  . 


S8,855,820  17 
418,467  10 
113,949  14 
430,161  41 
357,579  85 
70,818  50 


Total S10,246,786  17 


Capital  Stock :' 
Michigan   Southern  old 

stock $1,428,800 

Michigan  Southern  con- 
struction        609,600 

Northern  Ind.  old  stock.   1,425,700 
Northern  Ind.  construc- 
tion     1,286,200 

Issue  of  May    10,    old 

stock 742,660  91 

_ $6,491,960  91 

Bonds : 
Mich.  South,  mortgage 

(I860..) ,  $1,000,000 

Mich.  Bonds    of  1863.        325,000 
Mich.  Bonds  income  8 

p.  c.  (1857) 600,000 

Mich.    Bonds  Jackson 

Br.  (1868) 121,000 

2,072,000 

Northern  Ind.  mortgage 

(ISai) $1,000,000 

Northern  Bonds    of  ,  - 

1863 495,000 

North.    Bonds  Goshen 

Br.  (1858) 247,000 


^91.  Of  this  amount  it  appears  that  the  old  capi- 
tal Stock  of  the  two  Companies,  amounting  to  $2,- 
845,500  wes  held  by  552  diflfereut  shareholders 
and  construction  Stock  of  the  Companies  amount- 
ing to  $1,894,800,  was  owned  by  632  shareholders ; 
the  issue  of  May  10  not  being  included  in  these 
sums.  Thesum  then  remaining  due  and  unpaid 
upon  the  May  issue,  was  $444,139  09  ;  if  to  these 
sums  we  addtne  issue  of  August  1,  of  $951,500,  the 
aggregate  capital  stock  of  the  Company  will  amount 
to  $6,887,000.  This  sum  of  $444,139  09,  together 
with  the  amount  to  be  realized  from  the  new  Stock 
to  be  distributed  ou  the  first  day  of  August,  con- 
stitutes the  fund  upon  which  the  Company  rely  to 
complete  and  bring  into  use  their  unfinished 
works. 

These  works  are  in  an  advanced  state  of  forward- 
ness. The  work  upon  the  Jackson  branch  has 
been  let  in  small  sections.  Fifteen  miles  of  the 
line  are  completed  and  in  use.  Fifleeu  miles  more 
of  it  are  ready  for  the  rails,  which  are  now  being 
laid  down.  Thirty-two  out  of  the  forty  miles 
of  the  branch  will  be  completed  by  Fall,  and  the 
remainder  at  an  early  day  thereafter. 

The  Goshen  Line  was  let  in  larger  contracts. — 
Messrs.  B.  Folsom,  Curtis,  &.  Thomas  having  a 
contract  for  the  eastern  70'miles  of  the  road,  to 
be  completed  by  the  1st  day  of  September  next ; 
and  Messrs.  Allen,  Daniels  &  Gka.vt,  having  the 
contract  for  the  remainder  of  the  line,  to  be  com- 
pleted by  the  1st  day  of  January  next.  Over  40 
miles  of  the  voad  is  already  finished,  and  the  com- 
pletion of  the  whole  of  it  may  be  confidently  ex- 
pected soon  aflber  the  time  named  in  the  contract. 

It  cannot  be  necessary  here  to  enlarge  upon  the 
importance  of  the  prospective  value  of  these  lines. 
Upon  this  point  the  last  annual  report  of  these 
companies  was  full  and  explicit. 

But  it  may  not  be  out  of  place,  at  this  time,  to 
suggest,  for  the  consideration  of  the  stockholders, 
some  data,  which  establish,  beyond  all  doubt,  the 
value  of  the  stock  which  is  now  offered  for  distri- 
bution. 

The  gross  earnings  of  our  road  for  the  first  year 
of  its  operation  were  $1,200,92-  11;  for  the  se- 
cond year,  $1,813,533  32,  thus  showing  an  increase 
of  60  per.  cent.  If  we  assume  that  the  increase  of 
business  for  the  third  year  will  be  only  25  per  cent, 
the  total  earnings  from  tfur  line  as  it  is,  will,  for 

the  year  ending  July  1855  exceed $2,250,000 

If  from  this  amount  we  deduct  50  per 

cent,  for  expenses 1,125,000 


Erie  ard  Kalamazoo 
R  R.  (1862) 

Due  State  of  Michigan  * 

1854.'65 

Bills  payable  and  receiveabk: 

Balance  this  account. . 

Sundry  balances 

Balance  income  ac- 
count ..  ••  ..  ••••  «'« a      '-*--' 


$1,626,000  00 

300,000  00 

76,000  00 

641,603  22 
91,359  15 

45,872  98 


Total $10,246,786  17 

It  will  be  seen  from  the  foregoing  statement, 
that  the  construction  and  equipment  of  the  lines 
of  road  already  in  operation,  have  cost  to  this  date 
$7,286,563  70,  while  $418,457  10  have  been  in- 
vested In  steamboats,  deemed  necessary  for  per- 
fecting the  business  connections  of  the  Company 
upon  Lake  Erie.  It  also  appears  that  up  to  this 
date,  $1,669,256  47  have  been  expended  upon  the 
new  works  of  the  Company,  while  the  corporation 
owns  bonds  and  mortgages  and  stocks  to  the 
amount  of  over  $430,000. 

The  actual  amount  of  stock  of  all  kinds  issued 

l>7  ttje  Compjwles  oo  tbo  lat  JiUy,  ww  $5^491,960- 


It  will  leave  us  net  earnings 1 ,125,000 

Deduct  from  this  sum  the  int.   of  $4,- 
000,000 280,000 


And  it  will  leave  for  dividends $845,000 

Equal  to  over   12  per  cent  upon  $7,000,000  of 
Stock. 

These  estimates,  it  will  be  remembered,  are  bas- 
ed upon  our  line  as  it  is.  The  Board  entertains  no 
doubt  whatever,  th.at  the  160  miles  of  new  road 
now  in  process  of  construction,  will  prove  remune- 
rative in  themselves,  and  add  largely  to  our  earn- 
ings. Without  attempting  to  fix  the  precise 
amount  of  the  probable  business  of  the  Company, 
the  Board  from  past  experience,  and  from  the 
knowledge  of  the  country  'raversed  by,  and  tri- 
butary to  their  road,  feel  justified  in  expressing 
their  confident  opinion,  that  $2,600,000  is  the  viini- 
mum  of  the  gross  earnings  of  this  Company  within 
one  year  form  the  time  when  its  new  lines  shall  be 
completed  and  brought  into  use.  If  50  per  cent, 
is  allowed  for  expenses,  and  interest  upon  $4,000.- 
000  is  deducted,  there  would  still  be  lefl  $970,000 
for  dividends,  equal  to  about  14  per  cent,  upon 
$7,000,000  of  capital  stock.  Here  is  a  margin 
wide  enough  for  a  satisftictory  result  in  any  prob- 
able contingency  ;  and  we  dismiss  this  subject  with 
the  single  remark,  tliat  heretofore,  all  our  publish- 
ed estimates  of  profit  have  been  exceeded  by  the 
actual  results ;  and  we  believe  in  a  similar  vindi- 
cation of  our  opinion  in  this  case. 

In  carrying  out  the  general  objec  t  of  the  Com- 
pany— the  construction  of  a  Railroad  commuuica- 
taoQ  betwwo  Ji»\Q  5rw  and  ^ljica°;o— .we  Uave 


aimed,  not  to  be  Jdiverted  from  this  general  pur- 
pose, nor  drawn  into  other  and  extraneous  en- 
terprises. W^e  have  acted  steadily  upon  this  pol- 
icy, and  have  only  departed  from  it  in  a  few  in- 
stances, where  important  considerations,  in  the 
opinion  of  the  Board,  justified  and  demanded  such 
a  course.  For  example  :  In  the  early  history  of 
the  Rock  Island  Railroad  Company,  this  Company 
availed  itself  of  the  charter  of  that  Company  to 
procure  the  right  of  way  through  a  portion  of  U- 
linois,  and,  by  arrangement  with  it,  subscribed  for 
its  stock,  to  the  amount  ot  $190,000.  A  portion 
of  this  subscription  was  expended  in  constructing 
our  own  line  in  Illinois,  and  a  portion  of  it  was  in- 
vested in  the  stock  of  that  company  which  is  now 
held  by  us.  This  subscription  was,  at  the  time, 
of  very  great  importance  to  that  Company  ;  it  en- 
abled it  to  perfect  its  organization,  and  aided  es- 
sentiall3'  In  giving  it  that  impetus  which  has  carri- 
ed it,  within  two  years  to  a  prosperous  completion. 
The  completion  of  this  important  line,  has  not  only 
rendered  the  stock  which  we  took  in  it  good  pro- 
perty, but  it  has  also  opened  to  us  nearly  two  hun- 
dred miles  of  Railroad  communication  from  Chi- 
cago to  the  Mississippi  River,  which  is  now  daily 
sending  a  large  Railroad  traffic,  which  it  gathers 
from  the  Far  West,  over  our  line,  from  Chicago  to 
Lake  Erie. 

Having,  by  the  means  of  the  Rock  Island  Rjul- 
road,  secured  a  connection  with  the  direct  West, 
the  Company  deemed  it  advisable  to  strengthen, 
and  secure  their  communications  with  the  South- 
west ;  and,  for  this  purpose,  and  upon  contracts, 
securicg  them  desirable  business  connections.— 
They  have,  within  the  past  year,  extended  a  limi- 
ted amount  of  assistance  towards  the  completion 
of  the  lines  which  point  to  the  .Mississippi  and  St. 
Louis.  The  moderate  aid  thus  rendered,  upon 
ample  securities,  has  essentially  hastened  the  com- 
pletion of  continuous  Railroad  communications  to 
St.  Louis.  By  these  arrangements,  this  Company 
by  a  moderate  outlay,  has  secured,  and  within  a 
short  time  will  enjoy — through  different  routes — 
direct  and  continuous  railroad  communications 
from  Toledo  over  their  own  line  to  Chicago,  and 
thence  to  St.  Louis.  Thus,  this  company  will  be 
placed  in  the  most  favorable  position  which  it  can 
occupy  to  compete  successfully  for  the  South- 
western traffic  with  the  lines  of  railways  in  pro- 
cess of  construction,  extending  cast  from  St.  Louis 
through  the  Wabash  Valley  to  the  Lakes,  and 
through  the  interior  to  the  Atlantic  cities. 

In  no  other  cases  than  that  above  mentioned 
has  this  Company  gone  beyond  its  own  immediate 
lines  toaid  in  the  construction  of  other  works ;  nor 
has  it  any  committals  or  entanglements  with  any 
othorenterprise  than  its  own.  The  Board  will  con- 
fine their  efforts  to  perfecting,  developing,  and  pro- 
tecting their  own  lines ;  feeling  assured  that  with 
the  cxtentions  and  connections  already  secured, 
and  the  early  completion  of  nearly  finished  roads, 
the  business  which  their  lines  may  cocfidently  ex- 
pect will  be  enough  to  tax  its  full  capacity,  and 
to  satisfy,  by  its  returns,  all  its  stockholders. 

It  has  been  the  uniform  custom  of  these  Com- 
panies, at  frequent  periods,  by  Committees  of  the 
Board,  and  by  its  executive  officers,  thoroughly 
to  investigate  and  examine  their  accounts  in  all 
their  departments.  Immediately  preceding  the 
declaration  of  July  dividend,  the  uoual  examin- 
ation was  had  ;  as  also  an  examination  of  the 
stock  and  certificate  account  of  the  Companies, 
extending  from  their  organization  that  time. — 
Although  it  has  not  been  customary  to  refer  to 
these  examinations  in  their  communications  to  the 
stockholders,  yet  the  Board  do  not  deem  it  im- 
proper at  the  present  time  to  do  so,  and  to  say, 
that  in  all  casefi,  the  result  of  their  examinations 
has  demonstrated  the  accuracy  and  the  perfect  fi- 
delity of  the  accounts  and  books  of  the  Company, 
and  of  those  having  them  in  charge.  It  may  be 
proper  to  add,  that  the  stock  and  certiUcale  books, 
have  always  been  open  to  the  inspection  of  every  stock 
holder  ■  and  thctj  will  continue  free  of  access  to  ail 
who  are  partners  in  the  corporalL«n,  and^ai-e  there- 
by acquired  a  right  to  know  th-ir  contents.  The 
Board  have  heretofore  adopted  all  those  gaarda 
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•which  seemed  necessary  to  secure  accuracy  and 

fidelity  in  their  books  and  accounts,  and  they  will 

from  time  to  time  adopt  such  additional  ones  as 

their  own  experience,  or  that  of  others  may   sug- 
gest, as  best  calculated  to  attain  this  end. 

In  conclusion,  we  beg  to  suggest  to  the  stock- 
holders in  these  Companies  a  few  considerations, 

made  pertinent  by  the  present  excited  state  of  the 

pulic  mind.     A  panic  —temporary  in  its  duration, 

we  trust  and  believe,  apparently  caused  by  the  de 

velopment  of  misconduct  on  the  part  of  prominent 

railway  managers — has,  for  the  moment,  seized 

upon  the  financial  public,  and  caused  a  depression 

in  all  railroad  securities.     This  is  an  unnatural 

state  of  things,  and  it  must  be  temporary.     Rail- 
road securities,  like  all  otlurs,  will  eventually  be 

estimated   according   to   their   intrinsic  value. — 

Those  which  are  faithfully  administered,  and  are 

based  upon  a  solid,  establif<hed  and   remunerative 

business  cannot  fail   in  the  end  to  be  rightly  ap- 
preciated. 

At  a  lime  like  this,  when   the   general  distrust 

may  for  the  moment,  confound   the  worthy  with 

the  unworthy  railroad  enterprises  of  the  day,  we 

address    ourselves    to    the  stockholders,    whose 

agents  we  are,  and  present  to  them  this  report,  to 

which  we  invite  their  careful  attention.    Less  than 

five  years  ago  some  of  those  who  now  address  you 

with  a  few  associates,^ '•5<  organized  for  the   con- 
struction of  the  Michigan  Southern  Railroad.     In 

1861,  they  commenced   taking   ui>  subscriptions 

for  the  Northern  Indiana  Railroad.     In  June,  1852 

less  than  eighteen  months  from  that  time,  the  line 

from^Lake  Erie  to  Chicago  was  first  opened  for 

use.     At  the  present  time,  these  companies  are  in 

the  receipt  of  gross  earnings  from  their  business 

which  will  not  be  less  than  $2,000,000,  for  the 

current  year  ending  the  1st  January  next.     These 

earnioga  from  135  miles  of  road  now  completed 

and  in  use,  insure  a  net  profit,   large   enough   to 

pay  the  interest  upon  the  entire  dcU  of  the  Com- 
panies, and  ten  per  cent,  dividends  upon  their  stork, 

GS  that  ileht  and  stock  will  be  when  475  miles  nj  road 

V'hich  the  companies  have  projected,  are  completed. — 

If  to  the  S2,000,000  of  present  revenue,  which  se- 
cures th  ser«iults,  are  added,  a  reasonable  alluw- 

ance  for  the  natural  annual   increase   of  business 

upon  the  finished  lin*s,  and  the  most  moderate  es- 
timate for  the  160  miles  yet  to  be  brought  into 
use,  it  wilP  be  demonstrated,  beyond  ail  reasonable 

doubt,  that  the  future  earnings  of  the   Companies 

will  allow  dividends  as  liberal  as  those  they  have 
heretofore  paid  to  their  steckliolders. 

Fully  J)elieving  that  the  stuck  of  these  Com- 
panies w^ere  never  more  valuable  <,han  at  the  pres- 
ent moment,  we  recommend  all  the  stockholders 
to  avail  themselves  of  the  oi)portunity  ottered  for 
enlarging  their  investment.  The  property  we  are 
managing  belongs  to  them.  The  new  works  we 
have  in  hand  pai  tlj'  completed,  and  which  this  i; - 
sue  of  stock  is  designed  to  finish,  is  for  their  bene- 
fit-calculated and  intended  to  secure  and  increjise 
the  value  of  the  investment  they  have  already 
made-  At  the  time  like  the  present,  it  is  import- 
ant that  the  Board  feel  they  are  fully  and  cordially 
sustained  by  the  stockholders.  With  a  view  to 
give  to  their  operations  the  utmost  etiiciency  and 
enable  them  to  finish  the  new  works  to  the  best 
advantage,  the  Board  expect  that  the  stockholders 
will  respond  promptly  to  the  call  of  the  Company, 
by  t.iking,  on  tlie  first  of  August,  the  new  stock  to 

b.  awarded  to  ti.em   on  that  day,  and  paying  the  {hundred  dollars  the  car,  where  it  isappHed  to  cars 
mstalmeat  then  due:  and  tluy  hope  that  the  stock-     ,       .  .       .  j       \        ,  ,    ,  ., 

already  constructed,  or  two  thousand  dollars  the 


Car  TeMtUaUan. 

A  communication,  which  we  published  two 
weeks  ago,  on  this  subject  signed"  P.  M.  H."  and 
on  which  we  ventured  a  comment  disagreeing 
with  some  of  its  conclusions,  has  brought  out 
another  from  the  Waterbury  party,  and  a  second 
from  "  P.  M.  H."  which  will  be  found  below 
Were  the  subject  not  one  of  the  first  importance,  one 
in  which  the  whole  travelling  public  are  deeply 
interested,  and  in  which  railway  companies  them- 
selves are  interested  inso  much  as  it  afiects  the 
amount  of  travel,  we  should  refuse  to  cumber  our 
columns  with  the  views  of  diflTereut  people  upon  it 
But  the  vital  necessity  for  relief  from  the  present 
suffocating  heat,  and  blinding  dust,  is  fully  evinced 
by  the  numerous  plans,  propositions  and  expe- 
dients resorted  to  for  effecting  that  object.  Al- 
most every  week  the  returns  from  the  Patent  Of- 
fice record  some  new  plan  of  ventilation  showing 
that  the  whole  inventive  genius  of  the  country 
has  been  so  wrought  upon  by  the  public  demand 
for  relief,  that  it  is  impossible  longer  to  resist  the 
pi"essure. 

Ardent  investigations  of  the  subject  have  re- 
sulted in  these  numerous  devices  and  it  is  due  to 
the  inventors  as  we)l  as  the  public  that  their  utili- 
ty should  be  tested.  It  is  not  anticipated  that  all 
will  be  found  successful.  It  may  howe  rer  reasona- 
bly bo  expected  that  some  of  them  will  prove 
equal  to  a  removal  of  the  diticully. 

Railways  working  in  competition  with  water 
routes,  where  fleet  steamers  are  but  a  few  minutes 
longer  in  making  the  same  distance,  feel  the  want 
of  a  correct  and  healthy  ventilation.  Their  finances 
show  it.  Their  meagre  trains  filled  with  "way" 
passengers,  black  with  the  dust  and  blind  with 
smoke,  are  indisputable  evidence  of  the  fact.  For 
instance  compare,  at  this  season  of  the  year  the 
"  through"  trains  on  the  New  Uaven  road  with 
the  crowded  condition  vf  the  boats  on  the  Boston 
Lines.  Who  would  not  prefer  the  road  to  the 
Sound  if  the  same  degree  of  comfort  could  be  at- 
tained. So  with  the  Hudson  River  trains  and  the 
Albany  boats ;  the  Lake  Shore  and  Canada  trains, 
and  the  Lake  Erie  Stea'Pers. 

Now,  suppose  the  cars  on  these  roads  were  well 
ventilated  to  the  exclusion  or  dust  autl  smoke,  by 
the  introduction  of  a  plentiful  supply  of  fresh  air, 
does  any  man  think  they  would  not  be  generally 
preferred  as  a  mode  of  travelling  over  the  steam 
er  7 

Well,  here  are  plans  by  which  it  is  claimed  such 
results  may  be  reached  at  a  cost  of  not  more  than 
one  to  two  hundred  dollars  the  car;  and  so  far  as 
the  experiments  have  shown  heretofore  these 
claims  arc  not  exaggerated 

We  will  suppose  that  by  the  adoption  of  one  of 
the  ju-oposed  modes  of  ventilation  at  a  cost  of  two 


holders  will. 


ly  hope 
as  far  as  convenient,  anticipate  the 


remaining  instalments.  By  so  doing  they  will 
mo^t  eflectually  strengthen  the  hands  of  the  Board, 
and  enable  them  to  carry  out  successfully  the  new 
works  they  have  undertaken. 
By  order  of  the  Board,  JOHN  B.  JERVIS.  Pres. 
Edwin  C.  Litchfield,  Treasurer. 


Albany  and  Nortbern  Railroad. 

George  A.  Clarke,  of  the  Central  Road,  has  been 
appointed  Superintendent,  and  R.  C.  Johnson,  of 
Utica,  Gen' 111  Freight  4|;eiit  Qf  tjif  Albany  aod 


train  of  ten  cars,  an  addition  of  fifty  per  cent, 
could  be  made  to  the  railway  travel  by  diverting 
it  from  the  boats.  We  do  not  belive  this  is  an  ex- 
travagant estimate  of  what  might  be  expected 
from  such  p*licy  in  legard  to  "  through"  travel. 
If  wo  are  correct  it  would  take  but  a  few  days  to 
pay  for  the  attachments  to  the  cars  and  the  tax 
for  the  use  of  the  "  right." 

Tke  lines  above  mentioned  have  a  peculiar  in- 
terest in  the  success  of  "car  ventilation,"  and  it 
Will  h«  well  wortb  their  wbilt  to  encourAfe  ^be 


trial  of  all  such  modes  as  promise  a  reasonable 
prospect  of  success.  They  will  find  it  an  admira- 
ble method  of  enhancing  their  receipts — much 
better  than  advancing  rates  of  fare. 

It  appears  to  us  that  the  theory  upon  which  the 
operation  of  the  plans  proposed  by  Mr.  Lancaster 
and  Messrs.  WATERBtRv  and  Atwood  is  based,  is 
the  correct  one.  What  weight  should  be  attached 
to  the  objections  of  "  P.  M.  11:"  to  the  latter  mode, 
must  be  decided  by  the  resu't  of  experiments  now 
in  process ;  and  we  must  say  that,  thus  far,  the 
testimony  is  decidedly  opposed  to  their  validity. 
The  idea  of  a  current  of  air  which  is  condscted 
through  the  train,  at  the  rate  of  from  tour  to  eight 
miles  per  hour  becoming  very  badly  impregnated 
with  impurities,  is,  we  think  a  little  far  fetched. 
The  quantity  of  fresh  air  to  each  person,  under 
such  circumstances  would  be  greater  than  is  now 
furnished  to  our  own  dwellings  and  sleeping  apart- 
ments. "  P.  M.  H."  must  see  that  with  such  an 
arrangement  "  Smoking"  would  not  be  allowed  in 
the"  Head  Car"  of  the  train. 

But  "  P.  M.  H.,"  while  objecting  to  the  plan  of 
Waterbury  and  Atwood,  as  being  insufficient  says 
nothing  as  to  Mr.  Lancaster's  mode,  to  which,  it 
seems  to  us,  none  of  his  objections  apply,  and  yet 
asserts  that  the  mode  of  ventilation  which  shall 
prevent  the  intrusion  of  dust,  is  still  in  the  future. 
How  does  he^know  that  ?  Because  all  yet  tried 
are  unsuccessful,  does  it  follow  that  there  is,  or 
will  be,  no  method  devised  which  shall  succeed  1 
We  believe  that  both  Messrs.  Lancastkr  and 
Waterburv  are  on  the  right  track  in  theory  and 
that  they  will  eventually  sacceed,  though  on  some 
accounts  one  plan  will  be  preferred  over  the  other 
and  perhaps  vice  versa ;  but  that  the  dust,  smoke 
and  cinders,  may  be  excluded  by  the  introduction 
of  fresh  air  in  the  manner  they  t>ropose,  we  have 
not  the  slightes  doubt. 

2  Mr.  Lancaster's  plan  V6  entirely  self-adjusting,  and 
gives  the  occupant  oi each  seat  the  power  to  regul- 
ate ^'c<>  owr/i  i/ty^y/// of  fresh  air;  so  that  invalids 
or  those  susceptible  of  colds,  may  not  be  obliged 
to  take  more  air  than  they  deem  advisable. 

By  shutting  off  the  entire  gravity  of  cold  or  fresh 
air  in  cold  weather.  You  do  not  render  yourself 
liable  to  be  deluged  with  dust,  as  the  continuous 
passage  of  the  current  of  air  between  thef  inner 
and  outer  walls  of  the  cars  still  efiectuall}'  repels 
the  dust  .  These  are  advantages  which  wo 
have  seen  claimed  by  no  other  inventor,  and  we 
deem  them  of  importance.  The  real  thing  to  be 
desired  is,  the  one  which  will  in  the  most  effectual 
manner  relievo  the  public  from  the  privations 
now  suffered  by  dust,  without  regard  to  whose  plan 
it  is,  or  how  it  works.  Will  it  exclude  dust,  and 
ventilate  cars  with  air  fit  for  respiration  1  If  so, 
will  it  do  it  without  entailing  inconveniences  and 
nuisances  greater  than  those  from  which  it  rcleives 
us  1  These  are  the  great  considerations,  and  imme- 
diately following  them  is  the  question  of  economy. 
What  will  they  cost?  If  they  will  not  add  more 
then  ten  to  twenty  per  cent,  to  the  present  cost  of 
cars  they  will  be  highly  desirable,  as  they  will 
add  at  least  twenty  per  cent,  to  the  amount  of 
travel. 
Here  are  the  oommunications. 

(For  the  American  Railroad  Journal) 
It  is  a  rule  of  yours,  I  presume,  not  to  let  an  in- 
correct statement  of  any  considerable  Importance 
itMd  upon  jrour  pa^M  witboat  a  correoUoo  wb§B« 
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ever  »  suitable  one  is  tendered  ;  I  therefore  send 
this  to  sot  right  some  statements  made  by  P.  M. 
H.  respecting  Car  Ventilation.  He  says  that 
Payne's  system  "emptied  and  refilled  the  car  30 
times  in  ote  minute  with  fresh  air."  This  is 
grOBtly  incorrect — I  may  say,  impossible ;  for  his 
injectors  bad  only  about  40  square  inches  each 
for  the  admission  of  the  air,  and  the  greatest 
number  I  ever  saw  on  a  car  was  8 — (almost  always 
less) — so  that  there  was  in  all  only  about  320 
square  inches,  or  2.2  feet.  The  contents  of  a  car 
is  about  2,620  cubic  feet.  Say  that  the  passen- 
gers occupy  620  feet,  and  in  order  to  change  2,000 
feet  80  times  a  minute,  the  air  mu^t  come  in 
through  the  injectors  a  little  over  6  miles  a 
minute,  or  over  300  miles  an  hour!!  which  is  a 
little  faster  than  they  can  go,  so  that  according-  to 
this  rule  which  P.  M.  H.  says  experience  should 
whisper  to  experimenters,  he  ought  to  have  suc- 
ceeded. This  velocity  is  almost  equal  to  that  of  a 
cannon  ball.  But  if  Paine's  injectors  were  entire- 
ly unobstructed — if  they  were  only  open  throats 
10  inches  in  diameter,  and  nothing  were  lost  by 
friction,  the  air  would  have  to  enter  at  the  rate  of 
132  miles  an  hour  to  empty  and  refill  a  car  30 
times  a  minute. 

But  P.  M.  H.  is  as  much  in  error  respecting  the 
perceptible  presence  of  oflTensive  odors  in  Atwood 
and  Waterbury's  mode  as  in  th<i  amount  of  air 
taken  in  and  expelled  by  Paiue's  injectors.  No 
mode  yet  ofiered  to  the  public  furnishes  so  much 
air  as  theirs,  and  practically  there  is  no  such 
thing  as  ofifensive  odors,  from  the  source  he  indi- 
cates, or  from  any  other.  Such  is  the  experience 
of  the  passengers  over  the  N.  R.  R.  from  more 
than  a  year's  use  of  it ;  and  we  have  had  some 
severe  trials  of  it.  It  would  be  more  reasonable 
to  object  for  such  a  cause  to  meeting  a  procession 
in  an  open  street  on  a  day  when  the  air  was  still. 
The  air  rushes  through  the  cars  in  such 
amount  as  to  completely  dilute  beyond  the  percci)- 
tion  of  the  keenest  smell,  all  odors  that  have  as 
yet  arisen.  This  I  say  from  experience  and  not 
from  imagination.  K. 

Bridgeport  21.  July  '54. 

''•■ '  (For  Uie  American  Ruilroail  JouniuX) 

Your  remarks  on  my  article  relative  to  car  ven- 
tilation, lead  me  to  believe  that  I  am  misunder- 
stood. It  is  not  denied  that  a  free  circulation  of 
airexists  in  Messrs.  A.  and  W.'s  mode  of  ventilation, 
but  it  is  contended  that  «/Z  the  air  which  circulates 
in  the  last  car  of  a  train  must  first  circulate  in  the 
head  car,  and  then  in  the  second  and  so  on  till  it 
reaches  the  car  in  question  :  that  while  thus  cir- 
culating it  becomes  charged  with  all  the  obnoxious 
effluvia  and  odors  of  the  bodies  through  and 
among  which  it  is  circulating,  and  thus  becomes 
impure  and  poisonous. 

As  your  correspondent  understands  the  mode  in 
question,  and  as  he  has  repeatedly  witnessed  it 
operate,  the  air  to  circulate  through  the  whole 
train  is  made  to  enter  the  head  car  and  traverse 
the  train  to  the  last  car  where  it  makes  its  exit. 
The  train  is  an  air  conduit  half  choked  up  with 
human  beings  through  iU  whole  length.  If  a  body 
of  smokers  commence  fumigating  in  the  head  car 
t  heir  smoke  will  traverse  each  successive  car  till 
it  reaches  the  last  one.  This  resixlt  is  inevitable, 
because  the  last  car  is  the  educt  and  only  place  of 
escape  for  tl»e  entering  currents.     Now  if  the 


breath  of  the  passengers,  and  I  rei>eat  that  a  pas- 
senger in  the  last  car  of  a  train  will  be  obliged  to 
breath  an  atmosphere  impregnated  with  all  the 
exhalations  of  the  passengers  in  the  cars  in  front 
of  his  position.  P.  M.  11. 

Railways  lu  Nova  Scotia. 

We  were  favored  yesterday  with  a  visit  from 
Hon.  Joseph  Howe,  late  Provincial  Secretary  of 
Nova  Scotia,  and  now  Chief-Commissioner  of  Rail- 
ways for  that  Province.     . 

Mr.  Howe  is  well  known  as  a  public  man,  hav- 
ing for  tha  last  twenty  years  been  at  the  head  of 
the  lil>eral  party  in  that  Province,  and  for  many 
years  past  at  the  head  of  its  government,  holding 
the  office  of  Provincial  Secretary.  Mr.  Howe  re- 
signed his  political  offices,  and  was  placed  by  the 
government  of  Nova  Scotia  at  the  head  of  the 
Board  of  Railway  Commissioners,  under  the  law 
of  the  last  session,  providing  for  the  building  of 
railways  in  that  Province. 

Mr.  Howe  evidently  enters  with  the  same  ze^l 
upon  his  new  vocation  as  he  embarked  his  ener- 
gies and  his  facile  pen  in  the  advocacy  of  the  prin- 
ciples of  "  responsible  government"  years  jigo, 
when  that  question  excited  so  much  alarm  in  the 
minds  of  the  "  solid  men  "  of  Nova  Scotia  and  Can- 
ada. We  hoi»e  Mr.  Howe  may  m'^et  as  much  suc- 
cess in  this  new  field  of  labor  as  attended  his  ef- 
forts in  the  carrying  out  of  that  great  principle  of 
"  popular  sovereignty,"  now  so  well  established 
throughout  British  North  America.  We  have  for- 
merly had  doubts  as  to  the  policy  of  building  rail- 
ways through  the  agency  or  by  means  of,  gov- 
ernmental management, — but  this  fact  does  not  di- 
minish or  weaken  our  regard  for  those  engaged  in 
tlie  carrying  out  of  their  resjK'Ctive  portions  of  the 
European  & '  North  American  Railway.  Our  de- 
sires in  regard  to  the  carrying  out  that  work  have 
been,  that,  in  Nova  Scotia,  New  Brunswick  and 
Maine,  each  should  adopt  its  own  method  for  its 
accomplishment,  wliile  all  should  harmonize  upon 
all  questions  affecting  its  structure  or  its  future 
management. 

Fortunately,  all  questions  of  the  latter  descrip- 
tion are  now  adjusted.  Nova  Scotia  and  New 
Branswick  have  both  adopted  the  gauge  of  6 J  feet 
making  it  uniform  wifti  the  line  of  the  Grand 
Trunk  Railway  of  Canada;  and  when  the  various 
sections,  tiie  "  disjecta  mcnibra,"  in  Canada, Maine, 
and  in  the  Provinces  east,  become  connected,  they 
will  form  an  unbroken  line  of  railway,  of  uniform 
gauge,  from  Halifax  to  Detroit. 

lu  1853  Nova  Scotia  provisionally  agreed  to 
adopt  the  "  Company  principle,"  similar  to  that  of 
New  Brunswick,  and  si.v  months  time  was  allowed 
after  the  royal  assent,  for  the  organization  of  the 
Company.  On  the  failure  of  this,  "  the  govern- 
ment scheme"  was  to  come  into  operation. 

The  war  in  Europe  checked,  and  in  fact  defeat- 
ed the  plans  of  those  who  sought  to  inaugurate  the 
Company  within  the  six  months,  and  at  the  end  of 
that  time  Mr.  Howe  introduced  and  carried 
through  Parliament  his  scheme  for  a  government 
line. 

The  work  was  commenced  on  the  8th  of  June, 
1854, at  Halifax,  and  a  section  of  some  ten  miles 
is  under  contract  to  be  opened  this  year.  An  ad- 
ditional section  of  fifteen  miles  will  be  opened  in 
1855. 

The  first  25  miles  forms  a  common  Trunk  for 
the  lines  runningto  Amherst,  to  Windsor  and  to  Pic- 
tou,  aud  we  learn  from  Mr.  Howe  that  they  in- 
tend to  push  the  Trunk  line  to  the  frontier  of  New 
Brunswick,  so  as  to  meet  their  line  at  that  point, 
as  soon  as  it  can  reach  it,  from  St.  John.  They 
will  then  extend  branch  lines  to  Windsor  and  Pic- 
tou  as  occasion  may  require. 

The  Province  of  Nova  Scotia  has  an  overflow- 
ing Treasury,  and  is  free  of  debt.  For  some  years 
to  come,  the  city  of  HaUfax  will  furnish  a  ready 
market  for  her  debentures,  at  5  per  cent,  an(^  as 
the  line  proposed  will  form  an  important  link  in 
the  Great  Trunk  Railway  from  Halifax  to  the  Uni- 
ted States  and  Canada,  no  fears  are  entertained  as 


himself  at  our  City  Hall,  in  the  fall  of  1851,  to 
complete  that  portion  of  E.  &  N.  A.  Railway  in 
Nova  Scotia,  as  soon  as  Maine  should  build  her 
part  of  it,  and  as  the  work  is  now  in  progress  from 
Halifax  this  way,  we  must  be  up  and  doing  or  for-. 
feit  our  pledges  Urns  mutually  given.  New  Bruns- 
wick aUd  Nova  Scotia  are  both  at  work,  and  their 
lines  under  contract  for  a  good  portion  of  the  die. 
tance.  The  line  from  Waterville  to  Bangor  will 
be  completed  the  present  year,  but  from  Bangor 
to  Calais  the  means  for  building  the  95  miles  are 
still  unprovided. 

We  have  no  doubt,  however,  that  before  the  fail 
of  the  leaf  the  coming  autumn,  some  action  favor- 
able to  its  accomplishment  will  be  had.  Thevisil 
of  Mr.  Howe,  and  the  explanation  by  him  given, 
have  awakened  a  new  and  fresh  interest  for  the 
carrying  out  of  the  European  &•  North  American 
Railway. — Slate  of  Maine. 


Harlem  Rallroatf. 

The  committee  appointed  to  examine  into  the 
fraudulent  issues  of  the  stocks  of  this  company 
by  Kyle  have  submitted  the  following  report ; 
New  York  anb  Harlem  Railroad  Company. 
At  a  special  meeting  of  the  Directors  of  the 
New  York  and  Harlem  Railroad  Company  held 
this  day,  July  20th,  1864,  the  following  report 
was  submitted  by  Nelseii  Robinson,  Charles  Deni- 
son,  and  W.  C.  Wetmore,  Committee,  appointeCTto 
investigate  the  stock-books,  and  accounts  of  the 
Company.  The  Committee  engaged  the  services 
of  J.  T.  Vandenhoof,  Esq.,  assisted  by  competent 
accountants,  who  have  repori«ed  to  said  Committee 
as  follows : 

Sen-  York,  July  19th,  1864. 
Nelson,  Robinson  aud  others.  Committee  of  Ex-  i 
amination :  ) 

Gentlemen — Having  concluded  my  investigation 
of  the  stock-books  of  the  New  York  and  Harlem 
Company,  for  the  purpose  of  ascertainiui;  the 
amount  of  stock  fraudulently  issued,  1  beg  leave 
to  report,  that  there  are  standing  in  tiie  names  of 
various   parlies    on    the    Stock   Ledger    (of   old 

stock) 81,251  shares. 

Certificate  issued  to  Eliza  H.  Schuy- 
ler, (she  having  no  sUnik  iu  her 
name) 21      „ 


Total 81,272  shares. 

The  amount  authorized 77,141      „ 


Amouut  over- issued 4,101  shares. 

In  relation  to  the  Preferred  Stock,  1  find  stand- 
ing in  the  name  of  various  parlies  on  the  Stock 

Ledger 36,924  shares. 

Curtiticates  issued  to  parlies  having 
no  stocks  in  tlieir  names  as  fol- 
lows : 

To  A.  Jenkins .112  shares. 

To  J.  Ryerson 8       ,, 

To  F.W.Worth 130      „ 

To  A.  Kyle 315      „ 

= 565       „ 


Totol 31,389  shares. 

The  amount  authorized 30,000      „ 


.       ,„  ,  to  the  paying  qualities  of  the  line. 

MMkf  wiU  |K)  pMi  tbrouf  h  Uw  tr»ifl,  lo  wiU  (be     Our  people  wUl  wooUect  tb*t  Mr.  How«  p}e<i|«d 


Amount  Preferred  Stock  over- 
issued    1,389  shares. 

Yours  respectfully, 

J.  T.  VANDENHOOF. 

Upon  the  receipt  of  the  above,  the  following  re- 
solution was  unanimously  adopted  by  the  direc- 
tors : 

Resolved,  That  in  the  opinion  of  this  Board,  it 
is  just  and  right,  that  the  Company  assume,  the 
whole  of  the  over-issue,  as  reported,  to  this  Board 
by  their  Committee,  by  purchasing  preferred  stock 
equal  to  the  over-issue  in  said  stock,  and  retiring 
the  same ;  and  by  an  increase  of  the  old  capital 
stock,  equal  to  the  over-issue  in  the  old  stock  ;  and 
for  that  purpose,  the  Board  resolve,  that  there  be 
a  meeting  of  the  Stockholders  called  on  the  first 
day  of  August  next,  to  be  held  at  the  office  of  the 
Comp*o7t  No.  1  Ceatre  streot^  coroer  Xr/oa  row, 
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at  1  o'clock  p.  M.,  of  that  day,  to^consider  and  pass 
upoD  the  subject.  '  •'  '     ■  ''     ' 

It  will  be  seen  that  the  whole  amotint  of  stock 
(old  preferred)  over-issued,  can  be  replaced  for 
less  than  S160,000  if  purchased  now,  at  the  mar- 
ket value  of  said  stock,  at  the  time  the  transfer 
books  were  closed,  which  was,  old  stock  40,  and 
preferred  stock  05. 

W.  C.  WETMORE,  President,  pro  tem. 


Ameriean   Railroad  Journal. 

Smtnrdajrt  Jnly  99,  1854. 


Stock  and  Money  Market. 

The  stock  market  the  past  week  has  been  de- 
pressed and  has  largely  fluctuated.  The  course 
of  several  leading  companies,  particularly  the  New 
York  Central,  and  the  Beading,  in  postponing  the 
payment  of  dividends  has  had  an  influence  iu 
checking  an  improvement  which  otherwise  would 
have  taken  place,  though  the  tendency  will  be  to 
relieve  the  demand  for  money;  and  in  the  end,  to 
advance  prices. 

The  following  tabic  will  show  the  fluctuations 
at  the  stock  board  for  the  week  ending  July  26th. 
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c;«lo  ^~Ji-soiOQo  Wednesday. 
Money  on  call  is  plenty  on  first  class  securities. 
The  distrust  which  has  prevailed  has  materially 
lessened  the  number  upon  which  loans  are  accus- 
tomed to  be  made  The  accumulations  which  are 
now  going  on,  must,  with  the  return  of  confidence, 
direct  attention  to  railroad  securities,  and  carry 
them  gradually  up  toward  their  real  value. 

The  Bank  returns  for  the  week  ending  July  22d, 
show  the  following  result : 

July  22d.  July  16th. 

Loans $92,017,878        S90,437,004 

Specie 15,720,309  15,720,093 

•Circulation 8,768.289  8,837,681 

Deposits 75,659,082  75,227,338 

31ielilB«n  Soutberu    and  Indiana  Nortbern 
Railroad. 

We  invite  attention  to  the  circular  of  the  Mich- 
igan Southern  and  Indiana  Northern  Railroad 
Companies  to  be  found  in  another  column. 

•"<    *:^4    Ilempfleld  Railroad. 

In  the  Wheeling  City  Council,  on  the  11th  inst, 
a  resolution  was  adopted,  authorising  the  Mayor 
to  subscribe  $250,000  to  the  capiUl  stock  of  the 
Hempfleld  Railroad  Company,  the  company  to  ac- 
cept the  bonds  of  the  city  at  25  years,  at  their  par 
ralue,  and  agreems  to  d^  U^  jatef99t.li^a  the 
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N.H. 


Vt. 


Mass. 
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Atlantic  and  St.  Lawrence.  ..Maine, 
Androscoggin  and  Kennebec. .      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth..      " 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Connecticut  and  Passumpsic. 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch 

Comiecticut  River 

Eastern 

Fall  River 

Fitchburg 

New  Bedford  and  Taimton.  . . 
Boston  and  New  York  Central 

Old  Colony 

Taunton  Branch 

Vermont  and  Massachusetts . . 

Worcester  and  Nashua 

Western 

Stonington 

Providence  and  Worcester . . . 

Canal 

Hartford  and  New  Haven 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City.. 
Buflalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigua  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie) . . . 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga .... 

Rutland  and  Washington . 

Saratoga  and  Washington .... 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Erie  and  North  East 

Harrisburgh  and  Lancaster. . . 

Philadelphia  and  Reading 

Pliilad.,  WilmioftoD  wd  S»lt. 
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R.  I. 

Conn 


II 
i< 


N.  Y, 


II 
II 


II 
II 


II 
N.J. 


Penn. 

II 

II 
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150 

55 

72 

51 

20 

93 

35 

54 

82 

24 

15 

47 

26 

61 

120 

117 

47 

51 

24 

28 

83 

55 

69 

29 

62 

68 

42 

67 

20 

74 

45 

11 

77 

46 

155 

60 

40 

45 

72 

110 

60 

66 

61 

62 

65 

54 

91 

132 

69 

60 

47 

35 

464 

144 

130 

95 

504 

118 

35 

23 

25 

60 

41 

32 

39 

96 

66 

45 

31 

63 
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20 
36 
95 
98 
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1,538,100  2,978,700 
824,863  1,043,640 


"S 


O   3 

-s 


1,073,673 

1,366,500 

285,747 

1,649,278 

1,485,000 

2,078,626 

3,016,634 

717,643 

600,000 


1,097,600 
2,486,000 
8,500,000 
1,500,000 
392,000 


1,439,694 
123,884 
841,100 
622,200 
none. 
720,900 


none. 


550,000 
2,429,100 
3,500,000 

"Voo.ooo 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,950] 
1,591,110 
2,850,000 
1,050,000 
3,540,000 

500,000 
1,169,228 
1,964,070 

250,000 
2,233,939 
1,140,000 
5,150,000 


6,973,700 
2,036,140 
2,620,981 
1,469,384 
713.605 
2,540,217 
1,485,000 
3,002,094 


651,214 

1,400,000 
673,500 
1,745,616 
5,577,467 
12,000,000 
1,500,000 


1,467,500 

922,500 

2,350,000 


658,861 
3,000,000 

926,000 

750,500 
2,121,110 

900,000 


879,636 


426,509 

687,000 

10,000,000 

3,740,615 

4,725,250 

1,875,148 

23,085,600 

1,679,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 

600,000 

830,100 


206,190 
150,000 
402,326 
590,641 
180,000 
286,363 

1,192,975 
6,208 
191,600 
none. 
963,370 
295,038 
none. 

1,139,616 
194,445 

6,319,620 
467,700 
300,000 
500,000 
800,000 


800,000 
,641,000 
440,000 
660,000 
701,600 
,550,000 


872,000 


6,000,0001 


682,400 
400,000 

24,003,866 

7,046,396 

977,463 

516,246 

10,773,823 
2,969.760 
206,000 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


2,044,636 
4,111,346 
3,679,041 
4,860,764 

633,906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

629,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1.342,593 
9;953,258 


&3 
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264,743 
177,003 
168,114 
208,669 
23,946 
160,538 
305,805 
287,768 
328,782 


132,646 


496,397 


Leased  to 
Recently 


1,791,999 
1,400,000 
3,160,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


434,599 
803,024 
609,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,659 
188,442 

90,315 
374,897 
159,738 
244,323 
182,398 
1,525,224 
240,572 
291,417 


£.3 
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113,620noDe 
80,063|none 

100,552.  none 

6 

11,256  none 
79,659inone 

141,836  8 
65,266 

163,076 


CQ 


S 

■c 


61,613 


266,689 


5 
6 
6 
8 

DOD« 

none 
none 
none 


the  Vt.  Cent 


opened. 


none 

none 

114,098  6 
418,3681  8 
226,6391  6i 
413,289 

26,412 
102,0981 
310,876 
126,689 
214,633 

46,839 

35,214none 
122,866  none 


639,529 
329,041 
69,629 
114,410 
806,713 


1,380,610  Recently 
2,696,488  267,561 
2,650,500  Recently 

In  progres 
1,921,270  RecenUy 

In  progres 
987,627 
1,070,786 


76,760 
74,241 
33,070,863  4,318,962 
10,527,664 
6,102,935 
2,446,391 
33,859,423 
6,133.884 
633,598 
349,775 
774,495 


8 

none 

6 

7 

e" 

4 

294,269110 
168,902'none 
none 


21,490 

13,144 

81,807 

746,736 

110,892 

120,892 


428,173 


opened. 

116,966 
opened. 


opened. 


39,360  none 

23,496  n<Mie 

1,800,181  7 

1,063,6691  338,783inone 

681,445  324,494  4 

205,068   44,070  none 


7 

8 
none 

4 

none 
none 


83 
80 
41 
96 
24 
27 

103 
86 
49 
88 

104 

io 

21 
9 
51 

82 


80 
lOOi 
77 
96i 
40 
62 
70 
90 
82i 
117 
50 
91i 

•  •  • 

111 
60 
98  i 
67 
97 
66 
116 


480,137 

92,353 

Recently 

213,078 


196,847 

46,072 

opened 

96,737 


l,250,000:Recently  'opened. 


128,000 

476,000 

1,500,000 

13,000 


713,227 


6,666,882 10,427,800 


2,899,166 


1,832,945 
329,577 
1,043,357 
1,693,711 
4,827,49« 
1,220,326 
3,245,720 
2,379,880 
l,265,li3 


173,546 

Recently 

Recently 

225,152 

1,388,385 

149,941 

603,942 

260,899 

118,617 


760,000' Recently 

1,702,6231    266,827 

17,141,98712,480,626 

8,067,2861  868,038 


none 


136,017 
opened 
opened, 

116,7061  8 


478,413 

79,252 

316,269 

124,740 

76,890 

opened 

106,320 

1,261,987 

641,769 


none 


none 
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52 
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88 
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Railway  Share  List, 

Compiled  from  tfte  latest  returns — corrected  every  Wednesday — on  a  par  valuativn  <»/$100. 


NAME  OF  COMPANY. 


-o 

c 

'S 

& 

o. 

o 

OQ 

3 

:S 

■§- 

S 

o 

Pennsylvania  Central Penn. 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 
Rich.,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

(Jeorgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn, 
Nashville  and  Chattanooga.  . .     " 
Covington  and  Lexington ....   Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexilngton " 

Cleveland  and  Pittsburgh . . . ;  Ohio. 

Cleveland  and  Toledo " 

ClevelMid,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

C<Jlumbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .     " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati . .  " 
Lafayette  and  Indianapolis. . .  " 
Madison,  Indianapolis  &  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central " 

Pacific Mo. 


250 

30 

47 

381 

38 

67 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

65 

93 

33 

88 

60 

80 

125 

38 

29 

65 


100* 
147 
95 
135 
46 
61 
60 


40 
20 
36 
81 
37 
84 

i67 
67 


187 


44 
64 
31 


131 
83 
90 
I  62 
1159 
I  72 


9,768,155 


13,118,902 
1,650,000 


135 


I  92 
315 
;282 
88 


769,000 
1,372,324 

685,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,500,000 
4,000,000 
1,013,088 


586,887 


776,259 
879,868 
688,611 


836,000 
2,003,814 
1,430,160 

357,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 

"3iV,66b 


2,668,402 

900,000 

2,387,200 


1,750,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


•53 

a 

3 
Em 


5,000,000 


5,677,103 


173,867 
200,000 

'  663,666 
640,000 
469,150 
707,958 
120,000 

1,134,698 


500,000 
3,000,000 


418,187 

1,214 

163,000 


160,000 


400,000 


641,000 
860,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 
660,666 


482,000 
1,000,000 
1,767,000 


2,450,000 


300,000 
26,000 


1,241,300 
663,100 


4,000,000 


s  a 
§  « 


13,600,000 


22,254,338 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215i 
3,545,250 
416,532 
2,965,674 


Sals 
2  «-  * 


1,943,827 


o  ^ 

55 


o 

s 


617,626 


2,033,420|  798,193 
348,622!  216,237 
413.6731  152,536 


227,593 


72,3701  7 


74,113  none 
113,2601  7 


122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
510,0381  153,898;  6 


OQ 


97 


1021 
50 


77 

70 

40 

100 


99,0771  10 
42,736  inone 
12 


In  prog. 

7,002,3961,000,717 
In  prog.  I 

3,465,879' 


609,711  7 


986,0741 
934,424! 
278,7391 
59,590i 
129,395 


1,277,334 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960  173,642 


In  prog. 
In  prog. 
In  prog. 
684,902 


87,421 


In  prog.      

3,279,908    432,682 


5.35,608!  8 

456,468!  7}4 

149,9601  9 

21,731i.., 

71,635i  8 


76,0791  8 


44,250 


267,278   10 


60 

98 


126 


116 

ibi 


63 
80 


45 
701 


3,655,000j    777,793    483,45412 
2,000,000 I ,... 


321,7931    200,9671. 


2,659,653 
In  prog. 

925,000  Recently  iopened. 
In  prog. 


}3j 


In  prog.     ! 

3,169,733    667,569 
1,855,000  ....  .... 

4,110,118    640,518 

In  prog.      „, 


352,133    10 

113,461 !!!'. 


In  prog. 


iRecently 


opened. 


Recently 'opened. 


100 
65 


102  i 
62 
76 


66 


111 


77i 

79 


1,310,062,    314,434 


In  prog. 


237,606 


168,612    10 


107 


"         Recently  opened. 
1,289,000(^1,869,932  Recently  opened 

! opened 

2,400,000,   616,414 
1,353,019,   106,944 


268,075    10 
71,446|  4 


4,600,0001 


500,000  In  prog.  I  473,5481  286,162 
3,741,564  7,276,616.1,200,922!  586,929 
3,977,663  8,618,5061,146,698|   582,816 

Don        In  progres' Recently  opened. 


17 
8 


771 


90 
76 


32 
108 


123 
92 
86 


bonds  until  the  road  is  completed  from  Wheeling 
to  Greensburg;  and  farther,  that  the  said  sub- 
scrjpton  shall  be  applied  to  Erection  of  Depot 
buildings  in  the  city  of  Wheeling,  and  the  pur- 
chase of  rail  to  be  lai<l  between  Wheeling  aod 
Washington, Pa.  ^.    .v  ■-■>>;.  •  ••i..-.- 


Railway  Traffic  Kctar«a. 

Great  Western  of  Canada  229  miles. 
For  the  week  ending  July  21ih  1864. 

Received  for  passengers $11,869 

Freight gjso 


Sundries . 


1,273 


No 
Do 


Total S16,422 

of  passengers  carried 6,411 

since  Jan.  1st  1854 191488 

Total  Receipt  since  Jan.  1st S56o^257 

Grand  Trunk  of  Canada  292  miles. 
For  the  week  ending  July  8,  1864. 

Received  for  8,830  passengers S7,881 

3,371  tons  freight 7il48 

603  M.  feet  lumber 1,070 

"              1,265  cords  wood 1756 

"                       Mails  &c '779 


Total  receipts  since  July  Ist. 


S18,134 
.$20,993 


Value  or  Real  aad  Persomal  Kstate  la  Botfk- 
lo. 

The  Buffalo  Kxptas  publishes  the  fullowing 
statement  of  the  valuation  of  the  real  and  personal 
estate  in  the  city  of  Buffalo  and  the  town  of  Black 
Rock,  for  the  years  1853  and  1864,  and  the  taxes 
levied  thereon  for  those  years :  . .     .* 

BLFFALO.  1853. 

Real  FsUte $4,764,026 

Personal  estate 427 .000 


Total  value S5,242,625 

Aggregate  tax 20,938 

BLACK    ROCK.  1854. 

Real  EsUte 516,079,218 

Personal  estate .......      8,518,221 


ToUl  value....  ....§24,597,430 

Aggregate  tax 808,000 


$3,456,023 
456,700 

53,766,782 
14,284 

S16,698,700 
2,698,655 

$19,307,356 
124,000 


PcBBsyriTaMfa  Railroad, 

The  following  statement  exhibits  the   earnings 
of  the  Pennsylvania  Railroad,  and  the  expenses  o  f 
its  management  during  the  half  ve»r  endiue  Juna 
30,  1854. 


Months. 
January.. . 
February . 

March 

April 

May 

June 


Earnings. 
S275,192  04 
297,667  37 
475,496  88 
313,889  11 
294,124  73 
223,363  88 


E.\penses. 
SI 48,573  83 
148,704  12 
20G,5«5  04 
174,804  91 
157,039  48 
151,241  57 


Net  Eani'gs. 

§126,618  24 
148,963  26 
268,911  81 
139,084  20 
137.135  26 
72,622  31 


ToUls  for 

year.... 1,880,324  01      936,918  95     893,376  06 
Same 

month 

in  1853.1,459,133  48     797,777  41     661,366  07 


Increase.. §421,190  53  $189,171  64  $232,018  99 

From  this  it  appears,  says  The  North  American, 
that  the  net  profits  of  the  company  have  been 
§893,375  for  the  first  half  of  the  present  year- 
equal  to  the  interest  at  6  per  cent,  per  annum  on 
$29,779,167.  If  we  deduct  from  the  net  revenue, 
as  above  exhibited,  the  half  year's  interest  paid 
on  the  1st  insunt,  upon  their  five  million  loan 
amounting  to  §150,000,  we  have  the  sum  of  8748,-' 
375  as  the  proJits  on  the  capiul  s'ock  of  the  com- 
pany, amounting,  (including  subscriptions  to  West- 
em  railroad)  to  about  eleven  and  a  half  millions 
of  dollars,  or  at  the  rate  of  nearly  thirteen  per 
cent,  upon  the  whole  capital  stock. 


;  >■ ' ' 
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Jvurnaliof  ilailro*il  I<aiv« 

LIABILITY    OF    RAILWAY    COMPANIES  FOR  INJCRY    TO 
NON-FAYINO    PASSENGERS. 

Harrison  vs.  the  Great  Northern  Railwvy. 
*~"The  following  cise  of  much  interest  to  Railroad 
Companies  was  recently  decided  by  the  Court  of 
Common  Pleas,  London,  England. 

The  plaiiitiflf,  Mr.  Harrison  was  a  reporter  on 
Bell's  Life  in,  London,  and  w:is  proceeding  to  some 
races  in  the  country  on  the  Great  Northern  Rail, 
way,  having  a  pass  made  out  in  the  name  of  Mr. 
Langley,  the  editor  of  the  paper,  which  was  stated 
to  bo  "  not  transferable. '  An  accident  happened, 
Mr.  Uarrison  was  injured,  and  brought  his  action 
to  recover  damages.  It  was  objected  that  there 
was  no  evidi'nce  to  go  to  the  jury,  and  that  the 
plaintiff  was  not  lawfully,  but  unlawfully  ,in  the 
carriage.  Mr.  Baron  Martin,  who  tried  the  case, 
held  that  there  was  evidence  for  the  consideration 
of  the  jury,  and  left  it  to  them  to  say  whether  the 
plaiatiff  was  lawfully  in  the  carriage.  A  verdict 
was  found  for  the  plaintiff.  To  this  ruling  there 
was  a  bill  of  exceptions  rendered,  and  the  matter 
was  argued  when  this  Court  last  met,  but  time 
wa«  taken  for  consideration. 

Mr.  Justice  Coleridge  delivered  the  judgment 
of  the  Court.  The  question  arose  with  regard  to 
the  iisue  on  the  allegation  in  the  third  count,  that 
the  plaintiff  was  lawfully  in  the  carriage,  the  plea 
being  that  he  was  unlawfully  in  the  carriage.  The 
Court  was  of  opinion  that  the  ruling  of  the  learned 
Baron  w;is  right.  There  was  a  practice  existing 
between  the  railway  company  and  BclCs  Life  that 
their  reporters  should  go  free.  The  reporter  in 
this  instance  was  supplied  with  a  ticket  having  on 
it  the  name  of  a  person  in  that  department  of  the 
newspajwr.  That  ticket  had  ou  it  a  memorandum, 
"  Not  transferable,'  and  that  if  irvnsfered  the  per- 
son using  it  would  be  liable  to  pay  the  penalty 
incured  by  a  passenger  who  traveled  without  pay- 
ing his  fi-  re.  The  plaintiff  was  bona  fide  going  a 
journey  In-  the  paper,  and  availed  himself  of  this 
ticket,  which  he  showed  to  the  guard,  and  was  put 
into  the  carriage.  It  appeared  that  the  plaintiff 
and  other  persons  had  on  several  occasions  before 
tarvelled  with  similar  tickets,  and  there  was  evi- 
dence that  the  persons  whose  names  were  on  the 
tickets  were  personally  known  to  several  of  the 
railway  officers.  The  question  was.  whether  the 
plaintiff  was  in  the  carriage  under  such  circum- 
stances as  to  make  him  a  trespasser.  The  Court 
thought  the  words  on  the  pass  ticket  were  not  so 
conclusive  as  to  make  the  other  circumstances  im- 
material, but  it  was  evidence  for  the  jury  as  to  the 
practice  of  the  manner  in  which  these  tickets  were 
used,  and  the  jury  were  of  opinion  that  the  use  of 
the  ticket  was  known  to  the  superintendent,  and 
it  would  be  wrong  to  say  he  was  a  trespasser. 
It  was  matter  for  the  jury,  and  that  was  the  reason 
for  saying  that  the  judgment  ought  to  be  con- 
firmed. -."■;*';::': 

RULE  OF  DAMAGES  FOR  ."JEGLIGENCE. 

The  following  case  against  the  same  company, 
was  recently  decided  by  the  Court  of  Queen's 
Bench  in  London. — 

The  plaintiffin  this  action,  H.  T.  Gibson,  is  an 
attorney  at  Newca.stle-upon-Tyne,  and  he  sued  the 
Great  Northern  Railway  Company  to  recover 
damages  for  breach  of  contract,  in  not  carrying 
the  plaintiff  and  his  luggage  from  London  to  Knot- 


dants  denied  the  contract,  and,  among  other  pleas, 
pleaded,  that  the  plaintiffs  portmanteau  contained 
papers  and  writings  of  the  value  of  lOi.  and  up- 
wards, and  that  the  value  thereof  had  not  been 
declared,  as  required  by  the  Carriers  Act. 

It  appeared  that  the  plaintiff,  on  the  evening  of 
the  29lh  of  September,  1853,  went  to  the  station 
of  the   Great  Northern   Railway  at  King's-cross 
with  t  .o  intention  of  going  down  to  Huddersfield 
by  the  9   15  train.     Ho  arrived  at  the   station  at 
five  mi'-utes  past  9  o'clock,  having  a  portmanteau 
and  three  or  four  small  packages.     He  took  a 
flrst-class  ticket  to  Knottingloy,   the  terminus  of 
the  Great  Northern  Railway  towards  Huddersfield, 
and  gave  directions  to  a  porter  to  label  the  port- 
manteau for  Knottingley  and  put  it  in  the  van. — 
The  plaintiff  then  took  his  seat  in  the   carriage 
with  the  smaller  packages,  and,  seeing  the  porter 
pass  the  door,  he  inquired  of  him  whether  he  bad 
put  the  portmanteau  safe  in  the  van.     The  porter 
replied,  that  ho  had  done  so,  but,  as  he  spoke  in 
a  hesitating  manner,  the  plaintiffgot  out  of  the 
carriage  to  assure  himself  that  it  was   all  right. — 
He  then  found  that  the  portmanteau  had  not  been 
placed  in  the  van,  but  still  remained  in  the  office. 
The  porter,  in  excuse,  said,  he  thought  ho  had  put 
it  in  the  van,  and  immediately  set   about  placing 
it  there.     The  plaintiffin  the  meantime  proceeded 
to  the  carriage  to  resume  his  seat,  but,  on  arriving 
at  the  door,  he  found  the  train  w(is  already  in  mo- 
tion, and  the  officer  in  attendance  would  not  allow 
him   to  enter.      The  train  accordingly  proceeded 
without  the  plaintiff,  but  his  portmanteau  went 
on.     The  plaintiff  then  complained  to  the  clerk  in 
the  office  of  the  negligence  of  the  company's  ser- 
vants, aud  said  that  unless  the  company  compen- 
sated him  he   \vuuld  sue  them.     The   plaintiffs 
fare  was  then  returned  to  him,  and   he  went  and 
slept  at  the  Euston  Hotel,  aud   proceeded   next 
morning  by  an  early  train  to  his  destination.     On 
his  arrival  at  Huddersfield  he  found  that  the  port- 
manteau had  not  arrived,  though  it  had  not  been 
labelled  "  Passenger  to  Huddersfield."    The  other 
packages  were  safe,  having  been  taken  care  of  by 
a  friend  who  had  taken  his  seat  with  the  plaintifl' 
in  the  carriage  on  the  proceeding   evening.     The 
plaintifi'  telegraphed  to  have  the  portmanteau  for- 
warded to  him  at  Huddersfield,  but  it  did  not  ar- 
rive for  several  days,  and  the  plaintiff,   who  had 
gone  to  that  town  on  professional  business,  was 
compelled  to  wait  there  until  it  arrived.   The  port- 
manteau  contained,    among    other    things,    two 
agreements  and  some  accounts  which  were  abso- 
lutely necessary  to  enable  the  plaintiff  to  discharge 
the  business  upon  which  he  had  made  his  journey. 
The  present  action  was,  therefore,  brought  to  re- 
cover damages   for  the  expense  and  loss   of  time 
which  the  plaintiff  had  incurred  by  reason  of  the 
defendamts'  negligence  in  not  forwarding  the  port- 
manteau. 

Mr.  Bramwell,  for  the  defendants,  said,  his  de- 
fence was,  that  tho  plaintiff  himself  had  been 
guilty  of  negligence  in  not  seeing  that  his  luggage 
was  properly  placed  in  the  van.  The  portman- 
teau had  been  labelled  "  Knottingley,"  but  in  the 
absence  of  the  plaintiff  it  was  afterwards  claimed 
by  another  passenger  and  labelled  "  Newark,"  to 
which  place  it  was  forwarded,  and  there  remained 
for  some  time  unclaimed.  It  was  stated  that  the 
company  would  not  have  resisted  the  plaintiff's 


tortionate  demand,  which  the  company  felt  bound 
to  resist. 

Mr.  Justice  Erie  interposed,  and  said,  the  delay 
in  the  delivery  of  the  portmanteau  appeared  to 
have  arisen  from  a  mistake  in  putting  one  label 
on  another,  but  he  should  tell  the  jury  that  if  a 
passenger  gave  his  luggage  to  a  porter,  and  stated 
distinctly  its  destination,  it  was  not  negligence  in 
the  passenger  to  leave  the  care  of  the  luggage  to 
the  porter  aud  to  attend  to  his  own  personal  ac- 
commodation. »*«•' 

Upon  receiving  this  intimation  the  learned  coun- 
sel declined  calling  witnesses. 

Mr.  Justice  Erie  then  directed  the  jury  accor- 
dingly, and  said,  the  main  question  for  them  was 
as  to  the  amount  of  compensation  which  the  plain- 
tiff a  solicitor,  ought  to  receive  for  his  loss  of 
time. 

The  plaintiff  ought  to  have  four  guineas  a-day. 

Mr.  Justice  Erie  said  that,  allowing  four  guineas 
a-day  for  the  three  days  the  plaintiff  was  detained 
at  Huddersfield,  the  total  loss  which  he  sustained, 
including  his  other  expenses,  would  be  19i.  28. 

The  jury  accordingly  gave  their  verdict  for  the 
plaintiff  for  the  amount. 

Latrobe  and  Knight's  Rule  for  Bqaatlo»  of 
Grades. 

.     - ;        (  E.vGiNEERs'  &  Mechanics'  College. 
.        \  Cleveland,  O.,  July  20th,  1864. 

In  your  issues  for  the  24th  of  June  and  8th  of 
July,  two  articlfs  appear  under  the  captions 
Latrobc  and  Knight's  Rule  for  the  Equation  of 
Grades,"  and  "Curves  on  Railroad  Tracks,"  on 
which  I  desire  to  make  a  few  remarks.  It  is  stated 
that  Messrs.  Latrobe  and  Knight  assume  the  fric- 
tion of  each  tou  (of  2,000  lbs)  drawn  i's  10  lbs., 
equal  to  one-half  the  gravity  of  one  ton  on  a 
grade  of  52.8  feet  per  mile.  The  gravity  of  one 
ton  (of  2,000  lbs.)  on  a  grade  of  62.8  feet  per  mile 
being  20  lbs.,  and  the  whole  resistance  30  lbs.,  it 
follows  that  three  engines  would  be  required  on 
ascending  such  a  grade,  to  do  the  work  of  one  of 
equal  power  on  a  level.  But  on  descending  such 
a  grade,  it  is  assumed  that  one  engine  going  with 
its  train  and  two  going  empty,  would  cost  no  more 
than  one  engine  exerting  its  power  on  a  level. 
Consequently  the  disadvantage  of  such  a  grade  is 
measured  by  the  cost  of  keeping  three  engines 
going  one-half  of  the  time,  aud  the  cost  of  one 
engine  for  the  other  half,  equal  to  the  average 
cost  of  maintaining  two  engines  all  the  time.  By 
this  result  a  rise  of  52.8  feet  in  any  distance,  im- 
poses an  additional  expense  equal  to  the  operation 

R-\-  P 

of  one  mile  of  level.     Hence  the  formula 


52.8 
=  1  mile  additional  length  above  that  of  a  level. 

Here  it  is  assumed  that  the  friction  of  each  ton 
(of  2,000  lbs.)  drawn  is  10  lbs.  Now  if  this 
amount  of  friction  be  too  great,  it  will  materially 
affect  the  accuracy  of  the  formula.  Dr.  Lardner 
states  that  "the  estimate  commonly  adopted  by 
engineers  at  present  is  9  lbs.  per  ton  (of  2,240  lbs,). 
I  have  no  doubt,  however,  that  this  is  too  high. 

I  am  now  engaged  in  an  extensive  course  of  ex- 
periments on  different  railways,  with  a  view  to  de- 
termine with  precision  this  and  other  points  con- 
nected with  the  full  development  of  their  theory ; 
and  I  have  reason  to  believe,  from  the  observa- 
tions I  have  already  made,  that  even  7^  lbs.  per 
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nearly  the  SOOtb  part  of  a  ton,  it  follows  that  if 
an  incIiDation  upon  a  railroad  rises  at  the  rate  of 
1  foot  in  300,  or,  what  is  the  same,  17  Jo  feet  in  a 
mile,  such  an  acclivity  will  add  73^2  lbs.  per  ton  to 
the  force  of  traction.  This  acclivity,  therefore, 
would  require  a  force  of  traction  twice  as  great 
as  a  level.  In  like  manner  a  rise  of  35  feet  in  a 
mile  would  require  three  times  the  force  of  traction 
of  a  level,  52)4  feet  in  a  mile  four  times  that 
force,  and  so  on.  Thus  we  seo  that  according  to 
Messrs,  Latrobtf  and  Knight,  it  requires  only  three 
times  the  force  of  traction  to  ascend  a  grade  of 
52.8  feet  in  a  mile,  whilst  it  will,  according  to  Dr. 
Lardner,  require  four  limes  the  force  of  traction 
to  ascend  the  same. 

The  article  on  curves  presents  some  discrepan- 
cies which  require  explanation.  The  ^vriter  states 
that  the  resistance  of  curves  depends  not  only  on 
their  radii  and  length,  but  also  on  the  velocity.  &c 
And  again  quoting  from  Gillespie— "the  amount  of 
mechanical  power  absorbed  in  passing  around  a 
curve  is  altogether  independent  of  the  radium  of 
the  curve,  and  depends  only  on  the  amount  of  the 
entire  angular  change  in  thj  direction  of  the  line. 
Now  if  the  resistiince  of  curves  depends  on  their 
radii,  as  stated  above,  a  certain  amount  of  mecha- 
nical power  ii  absorbed  in  overcoming  that  re- 
sistance, anl  yet  we  are  told  "the  amouui  of  me- 
chanical power  absorbed  in  passing  around  a 
curve  is  altogether  independent  of  the  radius."' 

These  are  subjects  of  great  importance  not  only 
to  engineers,  but  to  railroad  companies  generally, 
and  I  am  glad  to  find  the  Journal  devoting  some 
of  ita  pages  to  tiie  discussion  of  scientific  subjects, 
and  that  it  does  not  confine  itself  exclusively  to 
the  commercial  details  of  railroads. 
.  .      _   .  Yours  very  respectfully, 

WT:;^  E.  NUGENT,  C.  E. 

IlUnoU  Central  Railroad. 

Ihe  Chief  Engineer  of  this  Company  reports 
the  following  i>rogres8  of  the  work  upon  the  line 
of  the  above  road. 
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We  copy  from  the  Chicago  Tribune  a  detailed 
Btatement  in  explanation  «f  the  above  table. 

On  the  First  Division,  from  Cairo  northwardly, 
54  miles  are  completed,  and  there  are  but  six 
miles  near  Cairo  to  be  finished.  This  will  be  done 
by  to-morrow 


pleted  on  the  first  inst.,  and  the  track-layers  on 
the  First  Division  will  come  upon  the  Second,  and 
commence  work  next  week.  By  this  means  the 
work  will  be  finished  at  an  early  day. 

On  the  Third  Division,  north  of  Ceutralia,  no 
track  is  laid.  As  soon  its  the  Ohio  and  Mississippi 
Railroad  from  Illinois  Town  reaches  the  line  of 
this  Division,  which  will  be  in  September,  the 
work  of  laying  the  track  will  be  started  both  north 
and  south  to  meet  the  track-layers  from  the  Second 
and  Fourth  Divisions. 

On  the  Fourth  DlviBion,  16  miles  were  complet- 
ed on  the  Ist.  inst.  This  Division  is  between  De- 
catur and  Vaudalia,  and  is  going  ahead  as  rapid- 
ly as  one  company  ef  track-layers  can  push  it. 
Thirty  three  miles  remain  to  be  finished,  and  the 
grading  is  all  ready  for  the  tics  and  iron. 

On  the  Fifth  Division,  between  Decatur  and 
Bloomington,  28  miles  were  finished  on  the  1st 
inst.,  leaving  only  16  miles  to  complete.  A  heavy 
force  is  on  the  line,  and  the  Division  will  be  fin- 
ished at  an  early  day.. 

The  Sixth  Division,  from  Bloomington  to  La- 
salle,  60  miles,  was  completed  in  1853.  The  entire 
length  of  the  main  line  is  302  miles,  of  which 
only  118  miles  were  unfinished  on  the  1st.  inst. 
On  this  latter  the  work  of  track- laying  will  be  pro- 
secuted with  the  1  resent  force  until  September, 
when  it  is  intended  to  increase  that  force  largely. 
The  additional  fucililies  which  will  be  given,  when 
the  Ohio  and  Mississippi  Railroad  shall  be  com- 
pleted east  to  the  line  from  Illinois  Town,  will  en- 
able the  Company  to  close  up  the  work  rapidly. 
It  is  probable  that  the  Third  Division,  which  'i» 
untouched,  will  then  have  four  sets  of  track-lay- 
ers,— one  at  each  end,  and  two  working  in  opposite 
directions  from  the  center.  In  view  of  this  con- 
dition of  things,  therefore,  it  nmst  be  apparent 
that  the  whole  line  will  be  opened  at  a  very  early 
day,  and  the  tide  of  travel  pass  uninterruptedly 
from  Chicago  (via  Lasalle)  to  Cairo. 

On  the  Seventh  Division  (Galena  Branch  (17 
miles  are  completed  from  Lasalle,  north.  This  di- 
vision lies  between  the  latter  city  and  Freeport, 
and  is  79  miles  long.  The  grading  is  far  advanced 
and  will  not  hinder  track-lajing,  which  will  be 
commenced  at  Mendota  and  Freeport  on  the  first 
of  August.  There  is  not  so  pressing  a  necessity 
for  the  completion  of  this  as  of  any  or  all  other 
divisions  of  the  road,  else  the  superintendent 
could  have  had  it  in  a  more  forward  state.  His 
energies  have  been  directly  turned  upon  more  im- 
portant points. 

The  Eighth  Division  extends  from  Freeport  to 
Dubuque,  and  is  67  miles  long.  Of  the  grad- 
ing, 52  miles  are  completed,  and  27  miles  of  track 
laid.  Track-layers  are  busily  engaged  west  of 
Warren,  and  will  push  the  work  without  interrup- 
tion to  Scale's  Mound,  which  is  only  12  miles  from 
Galena.  The  grading  between  the  Mound  and 
that  city  is  very  heavy,  and  has  been  partially 
suspended  on  account  of  the  cholera,  which  broke 
out  among  the  laborers.  It  is  hoped  that  this  will 
not  last  long,  and  that  an  improved  condition  of 
health  will  permit  increased  force  to  be  put  upon 
the  work.  The  work  between  Galena  and  Dubuque 
is  progrcssingf  and  will  be  finished  when  the  track- 
layers from  this  end  reach  Galena.  A  locomotive 
and  construction  cars  have  been  shipped  to  Galena, 
and  will  immediately  commence  laying  down  the 
track  toward  Chicago. 

The  Chicago  Branch  is  divided  into  four  divisions 
—9th,  lOth,  Uth  and  12th.  The  ninth  extending 
from  Chicago  to  the  Kankakee  River — 56  miles, 
is  finished;  and  the  tenth  from  that  river  to  Urba- 
na,  72  miles,  will  be  completed  this  week,  and 
opened  for  trade  and  travel  within  a  few  day. 

The  Eleventh  Division  extends  from  Urbana  to 
Wabash  Point,  40  miles.  We  believe  all  of  the 
grading  is  finished  and  the  track-layers  will  go  on 
upon  it  as  soon  as  the  tenth  division  is  completed 
to  Urbana. 

The  Twelflh  Division  extends  from  Wabash 
Point  to  Ccntralia,  74  miles,  at  which  latter  place 
it  joins  the  main  line,  112  miles  north  of  Cairo. 
On  account  of  its  isolated  position,  it  is  ahnost  im 


Twelflh  Division  ;  hence  track-laying  cannot  com- 
mence till  it  is  reached  over  adjoining  divisions. 
The  grading  is  well  advanced,  and  when  the  line 
is  pushed  to  Centralia  from  the  South,  and  Wabash 
Point  from  the  North,  the  greatest  possible  amount 
of  disposable  force  will  be  put  upon  this  division, 
for  the  Company  understand  very  well  that  the 
Chicago  Branch  is  to  be  the  great  thoroughfare 
between  the  South  and  North. 

It  is  impossible  to  tell,  with  certainty,  the  ticns 
that  will  yet  be  required  to  complete  the  entire 
work  which  the  Illinois  Central  Railroad  Company 
have  undertaken.  Their  charier  required  the 
main  line  between  Cairo  and  Lasalle,  302  miles,  to 
be  completed  within  four  years,  aud  the  branches 
within  two  years  thereafter.  The  former  will  be 
finished  as  stipulated,  notwithstanding  the  epi- 
demic and  floods  which  so  seriously  embarrassed 
aud  interrupted  operations  during  the  first  two 
seasons,  to  say  nothing  ot  the  scarcity  and  unpar- 
alleled high  price  of  labor.  The  Chicago  Branch 
will  be  completed  nearly  two  years  sooner  than 
agreed  upon,  and  the  Galena  Branch  at  lea^t 
eighteen  months. 

The  grading  and  the  completion  of  the  great 
bridge  at  Lasalle,  have  been  interrupted  at  various 
timers  by  riots  and  cholera  among  the  laborers. 
The  last  span  of  the  bridge  is  now  being  put  up,  ^ 
and  it  was  hoped  to  have  the  whole  work  complet-  \ 
ed  this  month ;  but  owing  to  sickness  aud  the  dis-  [ 
persion  of  a  large  part  of  the  laborers,  it  will 
probably  be  delayed  till  August.  We  believe, 
however,  that  Col.  Blason,  who  is  exceedingly 
anxious  to  form  a  connection  between  the  north 
and  south  side  of  the  river,  and  thus  avoid  the  de- 
tention and  inconvenience  which  the  traveling 
public  is  now  subject  to,  has  in  contemplation  a 
temporary  expedient,  which  will  permit  an  imme- 
diate connection,  and  yet  not  interfere  with  the 
completion  of  the  work  on  the  grade  originally 
contemplated.  Then  the  cars  of  the  Chicago  and 
Aurora  Railroad  will  pass  direct  from  this  cit^-  to 
BluomiugtOD.aud  to  points  below — passing  on  to 
Cairo  when  the  whole  lin'j  shall  be  completed, 
which  will  be  during  the  coming  autumn. 

Unlike  other  railroad  companies  the  Illinois 
Central  has  made  the  most  ample  preparations  for 
the  travel  and  transportation  which  it  will  be  called 
upon  to  accommodate  as  fast  as  it  is  opened.  It 
has  contracted  for  100  first-class  locomotives,  at  a 
cost  of  S109,00y,  and  also  100  passenger  and 
freight  cars.  All  of  its  arrangements  will  be  com- 
plete, and  on  a  scale  of  unequaled  magnitude.  It 
is  also  its  intention  to  estabhsh  a  tariff  of  prices 
for  transportation  that  will  satisfy  all  reasonable 
persons,  The  Directory,  like  clear-beaded  men, 
see  that  it  is  to  their  interest  to  do  so ;  for  by  such 
a  course  the  value  of  their  land  will  be  enhanced, 
the  country  rapidly  settled  by  an  industrious  po- 
pulation, and  our  rich  prairies  be  made  to  in- 
crease, within  a  few  years,  ten-fold  their  present 
productions. 

We  have  hitherto  noticed  the  remarkable  fact 
that  the  management  of  the  Illinois  Central  Rail- 
way has  made  it  very  popular  with  the  farmers 
along  the  entire  line  of  the  road.  This  is  entirely 
owing  to  the  liberality  which  has  characterized 
the  proceedings  of  its  chief  officer,  Col  Mason, 
and  the  forbearance  which  has  beenjexerciscd  to- 
ward all  who,  as  squatter's  upon  the  Company's 
lands,  were  nnable  to  redeem  their  homes  as  Uie 
law  required  of  them.  We  trust  that  nothing  will 
transpire  to  disturb  this  harmony,  but,  under  the 
conduct  of  honorable  and  prudent  men,  as  at 
present,  the  good  feelings  which  now  exist  will  re- 
main, and  continue  to  grew  as  their  interests  in- 
crease in  magnitude. 


On  l})«  Seoosd  PivUion,  28>^  milM  w«re  oom'jpoMible.to  get  lAborers  a»d  iroo  to  the  line  of  the 


Cleveland  and  Maboatac  Railroad. 

We  are  gratified  to  learn  that  Mr.  Jacob  Per- 
kins, President  of  this  road,  has  been  successftd 
in  negotiating  the  bonds  of  the  company  on  favor- 
able terms  for  sufficient  iron  to  lay  fifty  miles  of 
track,  and  that  arrangements  are  completed  for 
the  purchase  of  all  ths  iron  which  will  be  Q&e<ied 
or  the  GompleUoo  of  thii  importwt  work. 
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-    Baltimore  and  OUlo  Railroad. 

The  regular  monthly  meeting  of  the  Board  of 
Directors  of  the  Baltimore  and  Ohio  Railroad  was 
held  the  other  day,  when  the  official  report  of  the 
business  for  the  month  of  June  was  read,  showing 
the  receipts  to  have  been  as  follows  : 

Mam  Stem.     Wash.  Br.        Totals. 
For  passen- 
gers  S45,594  42    S25,356  26    $70,050  68 

For  freight.  271,207  92         6,522  72    277,730  04 


Total. $316,802  34  $31,878  98  $348,681  32 

The  receipts  for  the  previous  month  of  May, 

were; 

Main  Stem.  Wash.  Br.         Totals. 

For  passen- 
gers  $49,802  37  $29,397  40    $79,199  77 

For  freight.  317,172  49         9,703  34     326,875  84 


Total. $.366,974  86  $39,100  74  $406,075  01 
A  decrease  was,  as  a  matter  of  course,  to  be  ex- 
pected in  June,  coinp.ared  with  the  very  heavy  re- 
ceipts of  May,  as  at  this  season  of  the  year  the 
freight  as  well  as  passenger  trade  generally  falls 
oflF.  The  increase,  however,  over  June  of  last 
year  is  quite  large,  being  $126,834  84  on  the 
Main  stem,  and  1,236  14  on  the  Washington 
Branch. 

The  receipts  of  the  Main  stem  for  the  six 
months  of  the  present  year,  compared  with  the 
corresponding  period  of  last  year,  are  as  follows 


Main  Stem, 
■■':■  .  1854. 

January $254,277  10 

February 279,856  87 

March 366,880  45 

April 351,379  81 

May 366,974  86 

Jane 316,802  34 


Main  Stem, 

1853. 
$101,819  49 
99,017  27 
216,257  37 
200,219  59 
204,960  01 
189,967  51 


Total....  $1,926,171  43       $1,012,241  24 
Showing  an  increase   on  the  Main  Branch   of 
$913,930  19  for  the  six  months  of  this  year  over 
the  same  period  of  last  year. 

Report  ef  the  Director*  and  Superintendent 
of  tbe  NeMT  York  Central  Itallroad. 

The  following  is  the  Report  of  the  Superinten- 
dent of  the  New  York  Central  Railroad  to  the 
Stockholders,  as  to  its  business  fur  the  dftcen 
months,  which  will  end  on  the  31st  day  of  July, 
in«t. : 

New  York  Central  Railroad  Office,  } 
Albany,  Saturday,  July  22,  1864.      \ 
To  tMe  Stockholders  of  the  New  York  Central  Rail- 
road Company : 

At  a  meeting  of  the  Directors  of  the  Company, 
held  this  day,  the  annexed  report  of  the  Superin- 
tendent, as  to  its  business  for  the  fifteen  months; 
which  will  end  on  the  31st  day  of  July,  instant, 
was  presented.  The  classification  of  the  Snperiu- 
teadant's  accounts  had  previously  been  examined 
by  a  committee  consisting  of  Messrs.  Richmond, 
Boody  and  Wilkinson,  who  found  the  same  satis- 
factory. From  this  statement,  it  appears  that  the 
net  earnings  of  the  road,  up  to  the  31st  inst.,  after 
deducting  the  first  dividend,  show  a  balance  of 
$1,216,367  23,  out  of  which  a  dividend  of  four 
per  cent.,  amounting  to  $952,024,  has  accordingly 
been  declared  by  the  Board,  payable  as  hereinaf- 
ter stated. 

A  circular  containing  a  statement  of  the  affairs 
of  the  Company  having' been  submitted  to  the 
stockholders  on  the  Slst  May  last,  at  thetime  the  op- 
tion of  subscribing  for  $3,000,000  of  the  Converti- 
ble Bonds  of  the  Company  were  offered  to  them,  it 
is  unnecessary  to  recapitulate  the  facts  it  contained. 
As  the  stock  of  the  Company  was  at  that  time 
above  par,  it  was  thought  to  be  due  to  the  stock- 
holders to  give  them  this  option.  Had  this  not 
been  done,  the  issue  could  have  been  readily  dis- 
posed of  at  par  at  that  time. 

The  continued  and  increasing  pressure  on  the 
money  market,  combined  with  other  and  most  ex- 
traordinary causes,  has  prevented  these  bonda 


from  being  taken.  This  unlooked  for  state  of 
things,  which  no  human  sagacity  could  have  fore- 
.scen,  certainly  not  at  the  early  day  at  which  this 
issue  was  resolved  upon,  has  entirely  disappointed 
the  Directors  in  their  financial  arrangements,  and 
instead  of  finding  themselves  in  funds  for  the  pros- 
ecution of  the  improvements  on  the  road,  has  left 
them  no  alternative  but  to  loan  to  the  construc- 
tion account  the  current  income  of  the  Company, 
after  paying  its  ordinary  expenses,  in  order  to 
meet  the  engagements  arising  from  the  work  it ; 
had  undertaken.  The  amount  thus  loaned  will 
be  refunded  out  of  the  first  sales  which  may  here- 
after be  made  of  the  Convertible  Bonds. 

The  accumulations  of  capital  now  going  on  will, 
it  is  believed,  before  long,  begin  to  seek  an  invest- 
ment, and  it  is  confidently  hoped  that  a  sufficient 
amount  of  these  bonds  fur  this  purpose  will  be 
disposed  of  at  an  early  day.  As  soon  as  the  re- 
quisite amount  shall  have  been  received  from  this 
source,  or  otherwise,  the  dividend  of  4  per  cent., 
declared  as  above  mentioned,  will  be  paid  to  the 
persons  who  are  stockholders  on  the  1st  day  of 
August  next,  with  interest  from  that  day,  of  which 
due  notice  will  be  given. 

The  Directors  are  aware  that  by  oflfering  these 
bonds  at  a  discount,  a  course  which  in  the  admin- 
istration of  the  Company's  affairs  they  have  never 
in  any  way  submitted  to,  their  sale  could  be  ef- 
fected. There  can  be  no  question  that  much  of 
the  present  difficulty  under  which  the  railroad 
system  of  the  country  is  laboring,  has  been  brought 
about  by  the  sale  of  the  bonds  of  railroad  com- 
panies at  a  ruinously  low  rate.  The  Directors  of 
this  Company  acting  under  the  advice  of  many  of 
those  deeply  interested  in  the  road,  will 
continue  to  hold  the  Company's  issue  of  7  percent. 
Convertible  Bonds,  at  par,  assured  that  their  in- 
trinsic value  and  the  safety  of  the  investment  is 
such  as  amply  to  warrant  them  in  this  course,  and 
they  trust  and  believe  that  the  great  body  of  the 
stockholders  will  support  them  in  this  conclusion. 
It  is  quite  time,  in  their  judgment,  that  an  effort 
should  be  made  in  some  (juarter  to  prevent  those 
sacrifices,  the  effect  of  which,  when  once  made,  is 
a  perpetual  charge  upon  the  resources  of  the 
company  submitting  to  them. 
directors. 

ERASTUS  CORNING,    ALONZO  C.  PAIGE, 
DEAN  RICHMOND,        DAVID  WAGER, 
JOSEPH  FIELD,  JOHN  H.  CHEDELL, 

JOHN  WILKINSON,        AZARIAH  BOODY, 
RUSSELL  SAGE,  HORACE  WHITE. 

JOHN  V.  L.  PRUYN. 
[Messrs.  Gibson  and  Mcintosh,  the  remaining 
Directors,  were  not  present  at  the  meeting] 

To  the  President  and  Directors  of  the  New  York 
Central  Railroad  Covipany. 

Gentlemen:  In  submitting  the  annexed  state- 
ment of  receipts  and  the  disbursements  on  trans- 
portation account,  for  the  fifteen  months  ending 
July  31,  1854, 1  beg  leave  to  state  that  the  several 
Companies  now  comi)osing  the  Central  line  were 
consolidated  in  the  spring  of  1853,  after  an  unpre- 
cedented pressure  of  business  during  the  previous 
winter. 

That  many  parts  of  the  lino  of  tlie  road,  and 
the  rolling  stock,  consisting  of  locomotives,  pas- 
senger, baggage  and  freight  cars,  were  found  to 
be  so  much  out  of  repair  as  to  require  an  extraor- 
dinary outlay  to  in.sure  safety,  and  in  order  to 
meet  tho  requirements  of  a  rapidly  increasing  busi- 
ness. Some  of  the  roads  were  also  found  to  have 
an  insullicient  supply  of  fuel  and  materials  for  the 
necessary  repairs  of  the  road  and  rolling  stock. — 
Many  of  the  machine  and  repair  shops  were  not 
supplied  with  materials  and  convenience  to  do  the 
work  required.  Improvements  in  this  particular 
have  been  made,  which  will  materially  reduce  the 
expenses  in  this  department  hereafter. 

A  large  number  of  locomotives  which  were  in 
bad  condition,  have  also  been  put  in  good  repair. 
The  passenger,  emigrant,  baggage  and  freight  cars 
have  been  thoroughly  repaired  and  repainted. — 
New  trucks  have  also  been  put  under  a  large  num- 
ber of  tbe  cars  above  specifled. 


The  opening  of  new  books  and  entire  reorgani- 
zation of  the  passenger  and  freight  departments 
of  the  road,  also  occasioned  extra  expenditures 

In  consequence  of  the  improved  condition  of  the 
road  and  rolling  stock,  resulting  from  the  repairs 
and  improvements  alluded  to,  the  expenses  of  op- 
erating arc  already  diminishing ;  and  I  see  no  rea- 
son why  they  should  not  be  materially  reduced  for 
the  next  twelve  months,  while  we  have  the  ca- 
pacity of  doing  a  still  larger  business. 
It  has,  heretofore  at  least,  been  the  practice  with 
many  companies  to  charge  to  the  construction  ac- 
count, items  which  really  belonged  to  the  account 
of  repairs.  This  was  no  doubt  done  unintention- 
ally in  some  cases,  and  before  the  proper  mode  of 
keeping  these  accounts  was  determined.  This 
method  has  not  been  followed  in  any  way  in  our  ac- 
counts, nothing  having  been  carried  to  the  account 
of  construction  which  did  not  legitimately  belong 
to  it. 

The  importance  of  this  matter,  in  order  to  pre- 
vent being  deceived  as  to  the  true  earnings  of  the 
road,  cannot  be  over  estimated. 

The  increased  cost  of  labor  and  supplies,  and  of 
operating  roads  at  the  high  speed  required  in  or- 
der to  meet  public  expectations,  connected  with  a 
diminished  rate  of  fare,  has  very  much  increased 
theper  centage  of  the  cost,  (compared  with  the 
gross  income)  of  operating  all  railroads,  and  points 
to  the  necessity  of  a  general  advance  in  the  rates 
of  passenger  fares  and  freights.  ^-*--' 

Respectfully,  &.C., 
C.  ViBBARD,  Gen'l  Sup't. 

NEW  YORK  central  RAILROAD. 

Statement  of  actual  and  estimated  Receipts  from 
Passengers  and  Freight,  and  Miscellaneous  Re- 
ceipts, for  the  fifteen  months  ending  July  31, 
1854; 

1853. 

May  )        Passengers.       Freight.  Total. 

June  V  ....782,099  48  348,023  51  1,125,122  99 
July> 

August... 349,126  76  151,285  18  600,410  94 

September 37 1,332  06  217,532  91  538,864  97 

October... 326,741  54  231,551  75  658,293  29 

November.242,319  53  213,956  97  456,276  60 

December.  201,631  78  229,771  33  431,353  11 

1864. 

January... 161, 233  87  167,456  28  328,690  16 

February.  146,030  02  164,618  73  309,648  76 

March 205,045  62  224.024  73  429,070  35 

April 261,786  64  268,922  18  620,708  72 

May 294,948  68  216,583  12  511,531  80 

June 313,672  66  180,191  00  493,863  65 

Julv,  est'd.350,000  00  151,216  45  601,216  45 


Total. . 3,994,917  53  2,760,134  14    0,765,051  67 
Special  Receipts  as  per  detailed  State- 
ment of  same 54,454  66 


A 


Total.... :.... ..$6,809,509  33 

NEW  YORK  CENTRAL  RAILROAD. 

State.ment  of  Disbursenunts  for  Transportation 
Expenses  for  tie  16  months,  ending  July  31, 
1854.  ,      •,  .     ^ 

Transportation 
1853.  Expensos. 

May,  June,  July $563,416  34 

.\ugust  and  September 397,693  91 

October 223,965  41 

November 260,532  06 

December 284,606  50 

1864. 

January 267,327  36 

February 283,721  92 

March 294,208  87 

April 272,866  31 

May 227,174  27 

June  estimated  in  part 228,000  00 

July,  estimated 201,000  00 


Amount  disbursed  by  Treasurer  from 
August   1,  1853,  to  July  18,  on 
Transportation  account 


$3,494,501  94 


60,592  36 


Total m,m,m  39 


AMfiUlCAN    RAILROAD    JOtTRH^AL. 


4T7 


NEW  YORK  CENTKAL  RAILROAD  COMPANY. 

Total  amount  of  actual  and  estimated  receipts  for 
the  fifteen  months  ending  Slst 
July,  1854,  according  to  the  fore- 
going statement  .j $6,809,506  33 

;::  Transportation  expenses,  same  time  3,655,094  04 

Total S3,254,412  04 

Deduct,  as  per  statement  from 

.     Treasurer's  OflSce :  .:'.  .-'        '"■ 

'/   Interest  on  Debt  Cer-  '-'.     \     -J 

tiicates,  15  months,  "  '      ■ 

on  $8,894,500,  at  6  •  . :'    -    '^ 

per  cent $067,087  60 

•  Interest  paid  and  ac-  .  '  ' 
crued  during  the 
same  time,  on  debts 
assumed  for  the 
old  companies,  and 
on  the  bonds  given 
for  Great  Western, 
Canada,  and  Buf- 
falo and  State  line 
Railroad  Stock  de- 
ducting amount  of  .  ,■  , 
interest  and  income 
received  from  var- 

\     ious  sources 76,996  10     .' 

Debt  Certificate  Sink- 
in    fund,    for    15  .': 
months,  at  1}  per] 
cent,   per    annum,                               "    ,    '" 

on  $8,894,591 138,977  96  '    '- 

883,060  56 

"    Total 2,371,35148 

1st 'Dividend,  N.   T. 
Central  Company,  '  .  ".' 

6  per  cent.,   (some  , 

stock  not  fully  paid  ':■''.''. 

up) $1,125,505  75  -  . 

1st  Dividend,  Roches-  •     f 

ter  and  Lake  Onta-  '  ".' 

rio  Railroad  Com- 
pany (under  lease)  7,600  00 

1st  Dividend,  Buffalo 
and  Niagara  Falls 

River         Railroad  ..V, 

Company      (under  '/ 

lease.) 21,678  50 

:;     -/.^    : ;,    ;  ,  ., $1,154,934  25 

Total $1,216,367  23 

2dDividend,N.  Y.  Cen., 

4  per  cent $923,424  00       :..  -    '  ? 

2d  Dividend,  R.&L,0., 

4  percent 6,000  00 

2d  Dividend,  B.  Sl  N.  .' 

F.,  4  per  cent 22,600  00 

952,024  00 

J\  Balance $264,343  23 

A  Fast  Railroad. 

The  Waukeesha  (Wisconsin)  Democrat  has  an 
editorial  about  the  speed  of  cars  on  a  certain  West- 
.    em  railroad,  of  which  the  following  is  the  closing 
paragraph:     "Travelers  of  leisure,  however,  say 
they  like  this  road  much  better  than  any  other  in 
:      the  country ;  it  is  so  mnch  like  the  Erie  canal ! — 
they  can  jump  off  to  pick  strawberries,  shoot  pige- 
ons, liquor  up,  &.c.,  and  occasionally  return  to  sit 
".    on  the  cars  to  rest.     Last  week  we  conversed  with 
-     &  farmer,  ou  the  line  of  the  road,  who  happened 
.;   to  have  three  sheep  killed  on  the  track.     He  in- 
'■    formed  us  that  he  had  spent  ten  days  in  vain,  in 
endeavoring  to  find  out  who  owned  the  road,  that 
he  might  sue  for  damages ;  he  then  consulted  an 
•v    honest  attorney,  who  informed  him  that  he  could 
'^   not  prove  that  the  cars  ever  ran  fast  enough  to 
overtake  a  sheep  or  anything  else.    A  horse-thief, 
who  was  arrested  in  Fon  du  Lac  a  short  time 
since,  upon  being  informed  that  he  was  sentenced 
to  the  State  prison,  replied  that  he  did  not  care  if 
they  sent  him  by  railroad,  as  his  time  would  ex- 
pire before  he  reached  there." 


tfaratOKm  liallroad. 

It  is  gratifying  to  the  people  in  this  part  of  the 
State  to  see  the  rapid  progress  this  great  work  is 
making.  The  4ifficultie8  which  embarrass  other 
public  works  this  year,  and  which  have  caused 
many  to  be  postponed,  are  indirectly  promoting 
the  success  of  others. 

Laborers  and  materials  are  more  readily  obtain- 
ed than  when  everything  was  going  ahead.     We 
perceive,  also,  that  the  work  is  done  without  much 
noise  or  boaisting  on  the  part  of  the  Company  as 
to  what  the  Company  intends  to  do.    The  cohtrac- 
tors,  as  we  sometime  since  noticed,  advertised  for 
five   thousand  laborers.     Little   armies  of  men, 
with  steam-excavators,  pick-axes,  shovels,  wheel- 
barrows, carts  and  horses,  are  being  daily  trans- 
ported to  the  numerous  sections  where  they  have 
commenced,  between    this  and  Jefferson  County 
We  think  the  Company  must  be  expending  a  mil 
lion  of  dollars  this  year;    indeed,  we   have  just 
been  told  it  is  going  ou  at  this  rate.     A  contract] 
for  all  the  iron  rails,  we  understand,  has  been  ne 
gociaied  within  the  last  few  days.    Tliey  are  to  be 
made  at  the  famous  Adirondac  Iron  Works  on  the 
line.     The  negotiations  for  money  were  completed 
last  autumn,  before  the  work  commenced.     The 
secret  of  the  Company's  ability  to  obtain  what  it 
wanted  lies  in  the  value  of  the  bonds  it  had  to 
give.     These  have  25  years  to  run,  at  7  per  cent, 
payable  semi-annually,  and  are  secured   by  the 
first  mortgage  on  the  road  with  all  its  fixtures 
aud  what  no  other  company  in  this  State  coulc 
ever  offer,  viz  :  on  five  hundred  acres  of  selectee 
lands  along  the  line  !    The  road  being  the  most  di 
rect   aud  eligible  between  the  east  end  of  Lak< 
Ontario  and  tide-water  at  Albany  or  Boston  Uar-i 
bor,  with  more  freight  near  it,  now  standing  01 
the  surface  and  in  the  mines  at  the  surface,  that 
it  can  ever  transport  to  market,  is  regarded  as 
worth  twice  its  cost.     From  the  center,  where  th»| 
freight  is,  the  grades,  toward  tide-water,  are  level ^ 
or  descending.     The  only  limit,  therefore,  to  th<^ 
quantity  the  ruad  can  carry  will  be  the  number 
of  empty  cars  which  the  engine  can  carry  back 
There  is  no  other  public  work  in  this  State  havin, 
such  advantages,  and  of  course,  none  so  valuabl 
in  proportion  to  its  estimated  cost.     The  lowest 
estimate  of  the  lands,  long  before  the  bonds  will 
fall  due,  is  three  or  four  times  their  total  amount. 
They  are  heavily  covered  with  timber  and  wood, 
already  bringing,  on  account  of  their  scarcity,  very 
extraordinary  prices,  and  are  the  deposits  of  the 
most  extensive  mineral  wealth  in  the  State.     As 
an  additional  inducement,  we  are  informed  that 
the  Company  gave   to   those   who   obtained   the 
bonds  the  right  to  take,  with  each  bond  for  $1,000 
three  shares  of  its  capital  stock,  which  represents 
not  only  the  road  but  these  bonds.    This  Company 
could,  therefore,  get  money  on  such  terms,  while 
other  Companies  would  find    it   difficult,  in    a 
stringent  money  market  with  a  want  of  confidence 
prevailing,  to  make  any  negotiations  at  all. 

The  stock  was  all  taken  last  winter  by  parties 
who  knew  its  prospective  value,  and  now  no  con 
siderable  amount  of  it  can  be  purchased  at  any 
reasonable  price.     Well,  we  are  glad,  it  is  so.      If 
it  were  not  for  the  commandment  we  should  covet  a 
portion  of  the  road,  and  a  portion  of  the  half  mil 
lion  of  acres  with  the  work  done ;  nevertheless 
we  are  glad  to  think  that  other  parties  who  were 
fortunate  enough  to  obtain  this  road  and  its  lands 
while  they  could  be  had,  are  possessed  of  one  of 
the  largest  estates  in  this  country.     We  bid  them 
God-speed. 

The  wilderness  through  which  this  road  runs  is 
nearly  as  large  as  the  States  of  Connecticut  and 
Rhode  Island.  It  is  pretty  much  as  it  was  in 
Cromwell's  time,  and  yet,  owing  to  what  its 
present  advantages  are  found  to  be,  it  is  probably 
the  most  valuable  portion  of  this  State.  This 
wonder-working  machine,  called  a  railroad,  will 
soon  make  it  blossom  as  the  rose.  Those  of  us 
who  are  located  on  the  outer  rim  of  the  forest  will 
feel  the  effects  of  the  nerve  of  industry  touched 
in  the  center.  Seeing  what  has  been  done  by  rail- 
roads elsewhere,  any  body  can  foretell  what  this 
will  do  here.— Saratoga  Whig. 


Micliigau  Central  Kallroad 

The  Michigan  Central  Railroad  Company  hare 
lected  tba  same  Board  of  Directors  for  the  ensu- 
ing year,  as  last  year —J.  M.  Forbes,  Boston,  D 
D.  Williamsom,  J.  C.  Green,  New  York,  Erastns 
Corning,  Albany,  R.  B.  Forl»es,  G.  P.  Upton,  J.  E. 
Thayer,  Boston,  Elon  Farnsworth,  J.  W.  Brooks, 
Detroit. 

The  following  gentlemen  were  elected  officers  of 
the  Board  for  the  ensuing  year :  —  * ' 

J.  M.  Forbes,  President.  -     :-'> 

J.  W.  Brooks,  Vice  President    •"»  ^/     • 
Isaac  Livermore,  Boston,  Treasurer.' 


r-^t 


JLawrenee  Scientine  School, 

HARVARD  UNIVERSITY. 
ri'^HE  next  term  of  this  Institution  will  open  on 
JL    the  ihirty-first  day  of  August,  1854,  and  con- 
tinue twenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Practi- 
cal exercises,  according  to  the  nature  of  the  Study, 
will  be  given  in  : 

Astronomy by  Messrs.  Bond. 

BoUny „  Prof.      Gray. 

Chemistry,     Analytical 

and  Practical .,      „        Horsford. 

Comparative  Anatomy 

and  Physiology . „      „        Wvman. 

Engineering „       „         Eustis. 

Mathematics „       „         Pierce. 

Mineralogy „       „        Cooke. 

Physics  .L „      „        Loverinf . 

Zoologya^dGeologj'.  ..  „       „         Agassiz. 
For  furthejr  information  concerning  the  School 
application  niay  be  made  to  Prof  E.  N.  Horsford, 
Dean  of  the  Faculty. 
CAMARiDtfri,  Mass.,  July,  1854. [80  4t 

iFor  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  tjore  and  20  inches  stroke  complete  in 
all  respects  ahd  finished  in  the  best  manner.  Has 
been  in  use  about  six  months. 

ROGEJRS,  KETCHUM  &  GROSVENOR, 
I  Paterson,  New  Jersey, 

jul.14  29  tf.31  or  74  Broadway,  New  York. 

Railroad  Iron  at  AQction. 

THURSDAY  August  3d  at  twelve  o  clock,  at 
the  sales  room  64  William  street' 
1268  tons  JEnglish  Rails,  New  York  and  Erie 
pattern,  about  fifty  six  pounds  linear  yard,  of  ap- 
proved quality,  make  and  pattern. 

These  Rails  are  in  the  United  States  Bonded 
warehouse  a^^Brooklyn,  and,  convenient  for  ship- 
ments Sample  Bars  can  be  seen  at  Aactioo 
Room.  i  July  29.         It 

N.  York  and  .^.  UaTcn  U.K. 

NOTICE  OF  SUMMER  ARRANGEMENTS,    ' 


Cotnmencing  Monday,  May  9,  1864. 


TRAINS  FROII'NKW  TOBC.  TRAISS   TO  VI W  TOSS. 

7  A.  M.— Ac|:anuiKNlati<.)n  to  5.30  A. M.— Special,  from  Port 

N(^w  Haven.  Ch«st«r. 

8  A.  M.— £xt>resii  lor  Boetoo,  5.00  A.M.— Cuiniuutatiao  fhn 

Bt4l>pin(;  at  guim-i  New  Uavtio. 

fond    aud    BrHl|^6.1fi  A.1L — Accomniodatioofln 

potL  New  Uaven. 

9.10  A.M.— Special     for     Port  8.16  A.M.— Accummodation  bn 

Clieoter.  i  New  Uaven. 

11.30  A.M.— AcCommodaticofor'S.Sd  A.M.— Kxprese  ^om  New 

Nflw  Uaven.  Uaveii,  Stoppiuyat 

3  00  P.M.— Eii>rew    for    New'  ,:     Bnd^|>ort,      Nor- 

Usven,  stopping  at  -''''  ^  walk  and  Suunted. 

8umfurd,Norwalkl-OI7P.lL— Buctofi       JU|m«m, 

aiMl  Brid^porL      I  dtuppini;  U  Bridge 

4.00  P.M. — Accoiimiodiitionfor  (urt,  NorwaJksad 

Ndw  Uaven.  Stauiford. 

6.00  P.M.— E'£i»re!«i for  Boston,  4.00  P.M.— Si-uciai,  ft-om  Pott 

stopping  at  N.  Ha-  Cbtwter. 

▼0^1.  ,4.00  P.M.— Accoaunodatioo  te 

6.36  P.M.— Commutation  for  N.  Kew  Uaven. 

H4ven.  9.30  P.M.— Bonon       KspraM, 

6.30  P.M.— Special     for    Porti  Mopiuiig  at  Bndtc*- 

Ctaester.  -.      -.j,  |torL,  Norwalk  and 

!  Btamfurd. 

I        GEORGE  W.  WHISTLER,  Jr.,  Sup't 
Net  Haven,  \May,  1864. 
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wall  &>  crehore 

CIVIL  ENGINEERS, 

ST.  PAUL   MINESOTA. 
Josira  S.  SnrtOL.  Cias.  Imms.  Oubom. 
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Henek^s  Field  Book  for  £n§[I< 
eers. 

Second  Edition. 

D.  APPLETON  &C0.  346  and  348  Broadway. 

JUST  PUBLISHED. 

FIELD  BOOK  FOR  RAILROAD  ENGINEERS 
Containing  Formulae  for  laying  out  Curves' 
Determining  Frog  Angles.  Levelling,  Calculating 
Earth  Work,  &c.,  &c,,  together  with  Tables  of 
Radii,  Qrdinates'  Deflections,  Long  Chords,  Mag- 
netic Variation,  Logarithms,  Logarithm  and  Natu- 
ral Lines,  Tangents,  &c.,  &c.  By  John  B.  Henck,  A 

M.,  Civil  Engineer.    One  vol., pocket  book  form 
Price  $1,76. 

The  first  edititiou  of  1000  copies  ofthia  Work 
was  sold  off  in  four  weeks,  a  sale  almost  unpreco 
dented  in  works  of  this  class.  The  Publishers 
have  received  letters  from  the  following  eminent 
Professors  and  practical  Engineers,  who  commend 
it  aa  the  best  practical  elcnentary  work  on  the 
salTJect  of  American  Railroad  Engineering; 

Professor  D.  H.  Mahan,  West  Point. 

Professor  M.  M.  Gillespie,  Union  College. 

Professor  H.    E.    Euatis,    Lawrence  Scientific 
School. 

Professor  B.  F.  Greene,  Rensselaer  Polytechnic 
School. 

Professor  J.  T.    Benedict,    New    York     Free 
Academy. 

W.  J.  McAlpine,  State  Engineer. 

E.  S.  Chesbrough,  City  Eogineer,  Boston. 

S.  M.  Felton,  Philadelphia. 

G.  W.  Whistler,  Netv  Haven  Railroad. 

Wm.  E.  Worthen,  New  Haven  Railroad. 

CRITICISMS  or  THE  PRESS 

"This  treatise  presents  one  of  those  rare  instan- 
ces in  which  thorougly  scientific  theory  is  applied, 
in  an  eminently  practical  and  common  sense  way; 
the  tables  alone,  if  republished  in  a  separate  form, 
would  be  a  valuable  treatise  to  civil  engineers  in 
every  department,  and  for  architects,  mechanics, 
and  alsoto  all  persons  engaged  in  practical  calcu- 
lations. The  whole  treatise  reminds  us  of"  Bow- 
ditch'a  Navigator,"  and  seems  to  us  destined  to 
hold  the  same  rank  with  railroad  engineers  that 
the  "  Navigator  "  holds  with  shipmasters.  It 
must  become  the  indispensable  Vade  Mecuvi  of 
every  assistant  engineer.  It  will  be  of  great  service 
to  the  intellectual  character  of  the  profe.ssion  as 
well  as  a  great  means  of  diminishing  their  labors." 
— Railroad  Journal. 

"This  book  will  be  warmly  welcomed  by  assL-st- 
ant  railway  engineers.  It  contains  thoroug  treat- 
ises on  curves,  levelling  earthwork,  &c.'  &c.  The 
tables  have  evidently  been  prepared  with  great 
care.  The  book,  in  fact,  contains  almost  every 
thing  that  can  be  required  by  assistant  engineers, 
either  in  the  field  or  oflBce.  The  author  evidently 
knows  what  they  require,  and  in  what  form  it 
should  be  given." — ^American  Railway  Times. 

"  An  invaluble  book  to  a  civil  engineer,  partic- 
ularly if  engaged  in  laying  out  railroads.  ' — Bos- 
ton Transcript. 

"Much  of  the  work  is  the  result  of  original  in- 
vestigation, and  has  tbe  zeal  .lud  commendation  ol 
a  working  man. — Rochester  Advertiser. 
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New  York  and  £rie  K.  K. 

PASS£Na£R  TRAIN3 
leave  Pier  foot  of  Duaiie  Btrcvt 
»a  lt>llow8,  viz:  — 

BurrALO  KxPREsa,  at  C  a.  m.  for  Buffalo  direct,  without 
change  of  baggaji^  or  cars. 
Dunlorfc  Express",  at  7.  a.  m.  for  Dunkirk. 

Mail,  at  Sii  a.  tn.  for  Dunkirk  aiid  Biifl&lo,  and  intcrmcdiato 
•tatiooa. 

Wat  Ezprbbs,  at  12ii  p.  in.  for  Dunkirk. 
Rockland  Passengers,  at  3.  30  p.  m.,  (from  foot  of  Chaniers 
itreet)  via  PiemiiMit,  for  Suffem  and  intermediate  stations. 

Wat  PASaKNOBR,  at  4  p.  m.,   for  OUuville,   and  intermediate 
.atatiooa. 

NioHT  EzPRiss,  at  C  p.  m.  for  Dunkirk  and  Buffakt. 

Enoigranl  at  6  p.  in. 

Od  Sondays  only  ooe  Izpress  Train — at  6  p.m. 

These  Expreaa  Trains  connect  at  BuOak>  with  first-class 
■pleodid  Steamers  on  Lake  Erie  for  all  ports  on  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Chicago,  etc. 

I).  C.  McCALLUM,  General  Sup't 


NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

ENLARGEMENT  OF  OSWEGO  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Fulton,  until  the 
eighth  day  of  August  next  at  10  o'clock  in  the 
forenoon  for  the  following  described  work  : — 

Section  No.  1,  with  penalty  in  bond  of  $10,500. 

„       No.  2,     „  „        „      „     „     10,000. 

Part  do.  81  and  82  „  „        „      „      „     12,000. 

Section  83  „  „        „      „     „      9,000. 

Part  do.  87  and  88  „  „        „      „      „      6,000. 

Oswego  Dam  „  „        „      „      „      6,000. 

The  Oswego  Dam  to  be  completed  by  the  first 
day  of  December,  1855,  and  the  remainder  to  be 
completed  by  the  first,  day  of  April  1866. 

ENLARGEMENT  OF  CAYUGA  AND  SENECA 
CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
the  10th  day  of  August  next,  at  10  o'clock  a.  m, 
for  tbe  following  described  work, : — 

Section  No.  1,  with  penalty  in  bond  of  $6,500. 


)> 

„    2, 

6,000. 

1) 

M     3, 

4,500. 

»I 

„    4, 

6,000. 

» 

„    6. 

4,600. 

)ck 

„io. 

4,000. 

)i 

,.,  11, 

4,600. 

Towing  Path  Bridges  on  Sections  1  and  8,  with 
bond  of  $1000. 

The  Locks  and  Towing  Path  Bridges  to  be  com- 
pleted by  April  1st,  1866,  and  the  remainder  of 
said  work  by  April  1st,  18oC. 

ENLARGEMENT  OF  ERIE  CANAL— WESTERN 
DIVISION. 

Sealed  proposals  will  bo  received  at  the  En- 
gineer's Office  in  the  city  of  Rochester,  until  the 
twelfth  day  of  August  next,  at  10  o'clock,  a.  m.  tor 
the  following  described  work  : — 

Abutments  of  Genesee  street  Bridge,  Buf- 
falo, with  penalty  in  bond  of 

Iron  superstructure  of  do.,  with  penalty  in 
bond  of 

Completion  of  Culvert  and  Waste  Weir 
Section  300,  with  ])enalty  in  bond  of. .  . . 

Culverts  on  Sections  211  and  212     do.     do 

Culverts  on  Sections  215  and  216    do.     do 

Culverts  on  Sections  218,  228  and  229 
do.  do 

Bridge  Abutments  on  Sections  212,  213 
and  214  do 

Bridge  Abutments  on  Sections  215,  216 
and  217  do 

Bridge  Abutments  on  Sections  218  and 
219    do 

Bridge  Abutments  on  Sections  228,  229 
and  231  do 

Waste  Weirs  on  Sections  215  and  218  do.. 


SI, 200. 

1,500. 

500. 

1,600. 

.  1,800. 

1,500. 

3,600. 

3,000. 

5,700. 

3,700. 
800. 

The  Culvert  on  Section  300  and  Abutments  of 
Genesee  street  Bridge  to  be  completed  by  April 
1st,  1855.  The  superstructure  of  Genesee  street 
Bridge  by  June  1st,  1855,  and  the  remainder  of 
the  above  work  by  March  16th,  1856. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon;  and  no 
proposition  will  bo  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
be  has  no  agreemeot  or  understanding  with  any 


other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteiested  in  any  contract 
that  may  be  made  in  pjrsnance  of  such  propop- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  bo  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 

statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty- 
Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisior  of  the  town,  and  the 
Country  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  IjoarJ  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  ch;  i)ter  278,  of  the  laws  of  1860. 

No  acceptant  .*  of  a  proposal  or  award  of  a  con- 
tract by  the  extracting  board,  and  no  contract 
made  by  the  sai  I  board,  or  any  interest  in  the 
same,  shall  be  as-  jnable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  In  the  contract  will  be  considered  aa 
including  the  expense  of  furnishing  all  the  materi- 
als, ard  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  pel  sons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  July  9,  1864. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     }  Canal  Comm'rs. 
CORNELIUS  GARDINIER,) 

JAMES  M.  COOK.  ComptroUer.  ;.  . 

JOHN  T.  CLARK,  State  Eng.  and  Surveyor. 


Steam  £nglne  and  Blowing 
Cylinders  for  Blfist  Fnmaoe 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  five  feet  stroke, 
together  with  Blowing  Cylinders,  five  feet  diameter,  and 
six  feet  stroke,  in  perfect  working  order,  tor  sale.    Apply  to 
EDW.  BECH  Sc  KUNHARDT,  62  Beaver  St., 
Or,         A.  TOWAR,  Agtat  Pokeepsie  Iron  Works. 

V.    ,.v,.»tf  Pokeepwe,  N.  T.    ,- 
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Railroad  Iron. 

TONS  01<1  Wrwife'ht  SUiffordshire  Rails,  Bridge  jwt 
teru,  for  sale  by        NAYLOR  &.  CO.,  99  Johii  st. 


FINANCIAL  AGENCV. 

Isaac  Osborn  Davis, 

Ab.  38  Third  Strpet, 

CiSCIKKASI,  O. 

Btrrs,  ScLLS  and  Nioociates  Loans  ox  BrsiNcss  Papbr, 

AKD  ON  All  Kinds  of  Railroad  Seochitiks, 

ON  commission. 

ClNCtHKATI  Rbpkrbkobs  : 
Dunlevy,  Atwood  &  Co,  Bankers  ;  ':].  :  ■■', 

T.  S.  Goodman  &  Co.,  '     " 

Chas.  Stetson,  Esq.,  Pres't  Ohio  Life  and  Trust  Company  ; 
J.  P.  Bishop,  Esq.,  Cashier    ,,      „      „        „  „ 

Smead,  Collard  &  Hughes,  Citizens  Bank  ;  . 
Geo.  Mellen  &  Co.,  Bankers  ;  •  ■ '•    .:/ 

P.  M.  Gregory,  Esq.,    „  •■         ..  >,.  •■' /.  "  V.' 

Ellis  &  Sturges,  „  ;    '■ '0      '.V    ■     '••..*' 

McMiekin&Co,  „  '     /  ,     .  '      ,,..- 

*   Ino.  H.  Groesbeck,  Esq.,  Banker ;  -;  •       ,;>     ^' 

.     8.  W.  Torrey  O  Ca 

■    C.  A.  Obnstead  &  Co.,  Ohio  &  Mississippi  Railroad. 
New  York  Rkvkkbnces  : 
-      ■  ■■   ■ ,     Atwood,  Dunle\-y  &  Co.,  Bankers  ;     -^ 
'"    !-(,    Samuel  J.  Beak,  E)»q  ,  80  Broad  sir.  i~    . 

,VV  '  FoRRias  Correspondent  :         i 

De.  Coppet  &  Co.,  .\ci«>  York.      } 


To  Railroad    Companies  and 
Contractors. 

FOB  SALE— Fifteen  second  hand  Locomotive 
Engines  of  various  sizes  and  describtions  and 
in  good  tuning  order  suitable  for  all  kinds  of  work. 
For  particulars  apply  to 

.-    ,        CLARK  &  JESUP, 

General  Railroad  Agents, 

38  Exchange  Place. 
Also  Railroad  supplies  of  all  kinds.  4t25 


Prosser's  Patent  Lap- Welded 
Iron  Boiler  Tubes. 

Tubes  screwed  together,  flush  on  both  sides,  for  Artesian 
wells,  Ac.    Free-joint  Tubes,  Ibr  Core  Bars,  Awning  Frames, 
Railings,  Leaders,  Sec. 
Bras*  Boiler  Tubes. 

Patent  Wrought  Iron  Blacksmiths'  Water  Tcteres,  Water- 
Backs,  Etc. 

AgeiiU  for  Krctp's  celebrated  Cast  SterL  for  Sbafts, 
Railwat  Axles,  Tires,  Platters'  RtJlers,  &c. 

P.  S. — Al  iTools  necessary  for  the  construction  or  keeping  in 
order  of  Tubular  Boilers. 

ittf  TH03.  PROSSER  &  SOX,  28  Plat  streetf,  N.  Y. 


Winslow^s  Puddlers^^Bali  Squeezer. 


THE  Subscriber's  Puddlers'  Ball  Sijueezcr,  or  Sbingling  M  —  ine,  has  now  been  in  use  for  scTeral  years,  and  in  every  instance 
has  given  unqualified  satisfaction,  as  is  attested  by  many  Iron  manufacturers  who  use  it  in  different  parts  of  the  couiitr>-  and 
in  England.  Its  advantages  are,  great  expedition  in  performing  its  work,  frccilom  from  breakages,  no  ttastage  of  Iron  «hile  l>e 
ing  compressed,  tlie  action  of  the  hammer  upon  the  ends  of  the  ball  or  bloom  to  upset  it  while  being  reduced  in  its  diameter  ;  ami 
the  very  small  amount  of  power  required  to  work  it,  coupled  as  it  usually  is  to  the  end  of  the  ball  rollers  or  forge  train.  Rights 
to  use  these  machines  can  be  had  by  addressing  the  Patentee,  who  will  likewise  cheerfully  submit  the  many  testimonials  in  liis  pos- 
•osaion  of  its  efficiency,  ft-om  some  of  the  first  men  in  the  country.  J.  F.  WIXSLOW,  Troy.  N.   Y. 

Persons  residing  west  of  the  AUe^ianies  can  be  fumiafaed  with  information  in  relation  to  the  foregoing,  by  addressing 

28tf  A    S.  WiNSLOW,  Cincinnati,  0 


Phoenix  Iron. 

THE  subscribers   having  made  extensive    additions  to  their 
Works  at  Pboenixville,  are  now  prepared  to  receive  and 
axecute  promptly,  orders  for  BAR  IRON,  of  their  own  manufca 

nwaranted  equal  to  the  best  English  rc&ned,  for  quality  and 
, 

They  also  continue,  as  .usual,  to  fUmish  T  and  U  Rails,  of  any 
required  pattern  and  weight  ;  or  from  any  of  the  following  pat- 
terns, for  which  they  have  Ukj  rolb  on  band,  viz  :  weighing  per 
lineal  yaad— 201b,  281b,  401b,  501b,  551b,  56ll>,  671b,  59lh,  601b 
611b  and  641b,  of  the  T  patterns 

481b,  591b  and  751b  of  the  U  patterns.         .  •   •       . 

75lb  Groove  Rail  for  streets. 

Also,  a  superior  article  of  Wrought  Iron  Rolled  Chairs,  with 
continuous  lips,  7)i  inches  wide  by  any  length  required,  weighing 
lji(lb  per  lineal  inch,  made  to  flt  exactly  the  flanges  of  Kails,  and 
aoMiriog  a  most  perttet  Joint. 

Also,  Rolled  Car  Axles,  of  superior  quality,  cut  to  length. 

Dealers  and  Railroad  Compauies  desirous  of  contracting,  will 
ptwM  address. 

REEVES,  BUCK  &  Co , 

38.000  No  45  North  Water  Street,  Philadelphia. 


Railroad  Iron. 

TH>  "  Montour  Iron  Cooipat^y  "  is  prepared  to  execute  or- 
der* for  Rails  of  the  usual  patterns  and  weights,  and  of 
any  required  length  not  exceeding  30  feet  per  rail. 

Apply  to  IH08.  CHAMBERS, 

Beptember,  186a  -*'¥?  PrwJdent. 


li^ng^ine  Driver. 

WANTED -A  Situation  by  a  Man  of  Great  Experience  in 
Engine  Driving  in  England— Can  produce  (ir-it  rate  Testi- 
monials—address, post  {aid.  Box  1833,  NY.  Postoffioe.     2Ctr 

Welded  Wrought  Iron  Tubes. 

THE  sub.scrilMjrs  having  lately  added  to  their  Cumlierland 
Nail  and  Iron  Works  an  cstablislimeot  fi>r  makini;  Wrought 
Iron  Tuljes,  are  now  prepared  to  supply  the  trade  with  tube^ 
two  to  twelve  feet  in  length,  furnished  with  screws  and  ferrule* 
oo  their  ends,  of  the  followiiig  sizes — inside  diameter, 

>»',    H,     %,     K,     h,     1,    Ih,    l>i  and  2  inches, 
Warranted  and  fully  proved,  equal  to  the  best  Pipes  manu- 
factured. 

All  orders  aildressed  to  us  wUI  receive  prompt  attention,  and 
liberal  discounts  fVom  the  list  of  prices  will  t>e  allowe<l  to  the 
trade. 

REEVES,  BUCK  &  Co, 
Na  4a  North  Water  Street,  Philadelphia. 
July  13, 1854.  28  8m. 


To  ClTll  £ng:ineers  and  Sur- 
veyors. 

TRANSITS,  Level  and  Surveyors  Compasses  Manu<actui«d  oo 
*-  the  most  improved  principle  and  of  the  Best  Quality 

by  THOMAS  HUNT, 
Ko.  fA  Fultofi  StTMt, 

lyW*,-^--;:;  .-••.■:/--       ,...::v-.>;:,  Sm»  York. 


,         Tacbief  Engineers. 

AGontleffiaojwho  has  had  some  Ei^lit  yaara  E\i>ar.«ua«  ui 
const  rue  tiof|  of  variuas  Kmstem  and  WehUtni  lUilruaUb  dws- 
ires  a  situatiou  ts  Kesident  EuguMer  upou  some  railway  in  the 
United  States.  ,  The  be«t  of  relereucea  as  to  Capability  aud  Kl- 
Uciency  can  t>e  luruished.  Address  B.  care  of  lutiu  Paaiisr  Bii<j. 
East  Cambridge,  11«8S.  17  U 

SEYMOUR,  MORTON  &  CO.  GENERAL  R.  R. 
AGENC  Y ,  Office,  Metropolitan  Uank  Luilding . 
No  110  Broadway,  bavo  lo  dispose  ulat  private 
sale,  in  amouuia  to  suit  pei-sous  debiriug  to  iuvtmt, 
the  following  valuable  iSocurities:     '. 

LOUISVILLE  CITY  BONDS,  at  30  years 

OHIO  AN1>  MlbSiaSll'Pl  K.R.  aiOCK,  draw- 
ing interest. 

MAYBVILLE  AND  LEXINGTON  MORTGAGE 
BONDS,  at  24  years. 

MAYiSVlLLE  AND  LEXINGTON  R.R  STOCK. 
SCIOTO    AND     HOCKING     VALLEY     R.R. 
STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.R.  FlRSt 
MORTGAGE  'JOxN\  ERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.R.  BONDS. 

They  are  picpu-ed  to  negotiate  coutracUi  for 
the  construction  and  equipment  of  Railroads  in 
any  part  of  the  country,  including  farnisliiug  corps 
of  engineers  and  contractors  locomotive  engines 
and  cars,  railroad  bridges.  McCallum's  pait^'Ut , 
railroad  iron,  chairs,  spikes,  switch  irons,  dtc.,  6m:  . 

MONTREAL  &  NEW  YORK 

AND 

Plattsburgh  and  Montreal 

RAILROADS. 

O'^^ei  through  from  PLJUburgh  to  Monlreal.J^ 

Passenger  Trains  leave  Montreal  for  Plattoburjf  at  C  90  a.iu 
and  5  p.ui.,  arnvu  at  B  tt.in,  uikI  7.3U  p.m. 

Leave  I'iattsburg  lor  llooireaJ  7.a«  a.m.  aqd  4  p.m.,  arrive  a 
10  a.m.  and  b.&O  p.ui. 

Trains  connet  at  Montreal  with  Steamers  for  QueUic,  and  tlie 
SL  Lawrence  aud  Atlantic  Uuiiroad  lor  bherbrouke  and  uHer 
mediate  slutjuii. 

Tiauis  coiuioct  at  Mooers  Junction  with  Northern  (OjfdcnK. 
burgh)  Railroad  fur  Ogdcn»burgli  and  Lake  Onurio  .Sleanier*  (ur 
LewistuiL  Niagara  tails  aud  Upper  Cauadia,  and  all  porta  «o  the 
Western  Lakca. 

Trains  cotuiuct  at  Plattsburgh  by  Steamer  to  Burlington  with 
Rutland  and  Rurlitigtoii  Uailruad  and  connectiug  luies  lur  Trij^, 
Albany,  New  York  aud  Button,  aud  all  intemiediale  t-tiitiaiu.' 
Also  with  Ktctuiiers  tur  Wliitcliall  to  tlie  i;ar«t<iga  am]  Wuxliin^- 
lon  Railroad,  aud  cuunectuig  lines  o(  road  to  Troy,  Albany  and 
New  Yoik. 

Passeugers  will  find  this  route  uneaquelk^  ftjr  comfor  and 
duipateh,  and  attended  with  lessf  atigue  and  dely  tluiu  any  otJter. 
It  |>osfce«ies  moreover  the  advantage  of  a  sliort  Ferriage  ot  oiily 
fjj'teen  minutett  across  the  Uiver  St.  Lawrence  at  Cauglinawii^  , 
which  hatj  never  been  known  to  l><ocze,  and  can  l>e  c>  intid«aTly ' 
relied  upon  at  all  seasons  of  the  year. 

i0~Frieght  Tarius  run  daily  each  way. 

Fur  particulars  aoe  Fhegbt  and  Paioieti^r  TarifL 

BAQUAa*  cluidced  through. 

H.  W.  NKL.SON,  Sui^rinten  leii. 

SHANAHAN  &   LOEBER, 
181  Williams!, 

( 1st  floor-Up  Stairs,) 
IfEW-¥ORK. 

MANUFACTURERS  OP 

THEODOLITES,  TRANSITS,  LEVELS, 
SnrTefors'  Compasses,  Drawing  InstrnmeDti, 

Chains,  Scales,  Levelling  Rods,  dec.      Ijlf 

Railroad  Companies   and 
Contractors, 

WANTING  first  rate  German  or  Irish  laborers 
for  railroads  aud  canal  work,  or  mechanics 
of  any  kind,  will  find  the  undersigned  a  first  rate 
office  to  give  th«ir  orders  to,  as  thousands  of  emi- 
grants apply  to  them  every  season  for  employment. 
Satisfactory  reference  will  be  given  to  well 
known  companies  and  contractors,  and  men  *re 
forwarded  to  any  part  of  the  Union.  f'- 

MORRIS  &,  COHNERT,  * 
European,  American  EwLploymenl  Office, 
287  Broadway,  corner  Reade-st. 
8m*10    Uoder  th«  Irving  House,  New  York. 
.  ■    -  -  -     •  And  102  Greenwich  »t. 
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Waterbury   and  Atwood^s  Mode  of  i  Ventilating  Railway  Cars,  and    Exclndingr   Dnst, 

Smolie  and  Cinders.  ;>' 

CHARLES  AT  WOOD,  Agent,  BIRMINGHAM,:  CONN.  - 


iih  -.; ' 
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GROVE  CAR  WORKS, 

HARTFORD,  COSX. 

MANUFATLRERS    OF 

Railroad  Coaches,  City  Cai'N, 
Freiglit,  Coal,  Gravel, 

^  and  all  other  descriptious  of  Railroad  Cars. 

■-  The  above  establishment  has  as  great  furiUties,  and  turns  out 
M  targe  an  amount  of  work,  as  any  other  Factory  in  tlie  Unioik 
27tf  FALES  Si  GRAY,  Proprietors. 

FUR  SAL.E.  ~ 

AN  ALLIGATOR  SQUEEZER,   complete,  en- 
entirely  new,  and  in  perfect  onltr,  to  be  put 
up  at  once. 

It  is  of  the  most  approved  constraction,  with 
cam,  cam  shaft  and  pedestal,  and  with  heavy 
driving  gearing  if  required  by  the  purchaser  ;  and 
will  be  sold  at  a  bargain. 

For  farther  particulars  address 

ROBERT  BRIGG8,  Jr., 
Supt.  Rensselear  Iron  Works,  Troy,  N.  Y. 
Also,  for  sale  7  Dimpfer  Patent  Fans,  2ffc.  X  9in. 
second  hand.     Apply  as  above. 

Railroad  Iron  and  Cliairs. 

The  Lackawanna  Iron  and  Coal  Co ,  are  now   prepared  with 
increased  facilities  to  contract  for  Rails  and  Chairs  at  their 
works  at  Scranton,  Penna. 

Addreaa  S.  T.  SCRANTOX  Prc«t.  at  Scranton,  or  at  the  of 
flee  attb»  Company  to  New  York  72  Beaver  St. 

m.tf 


For  Sale. 


BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars, 
adapted  to  Railroad  purposes,  which  will  be  sold  at  a  reas- 
onable price.     For  flirther  information,  apply  to 

SAJIUEL  J.  HAYE9, 
M.  of  M.,  Baltimore  and  Ohio  R.  R  Co., 
Or  BRIDGES  <Sc  BRO., 
19  tf  64  Courtlfuid  st.  New  York, 

C.  Floyd-Jones., 

Division  Engineer  3d  and  12th  Divisions. 

Illinois  Central  Railroad. 

Vandalia,  HI. 

Lyon^s  Tables  of  Cnbie  Con- 
tents, Etc. 

These  valuable  table*  '«re  of  great  a.'wistance  in  obtaining  the 
cubic  contents  of  vxcavations  an<l  embankments.  Table  1. 
gives  correct  mean  he!f;ht8  of  cross  sections  with  either  two  or 
three  cuttings  taken.  Table  2.  finds  the  cubic  contents,  having 
the  mean  heights  at  each  end  of  the  section  to  be  calculated 
givea  These  tables  possess  advantages  in  being  applicable  to 
ever}'  variety  of  basses  and  side  slopes.  Engineers  and  others 
may  obtain  them  hy  application  at  the  American  Railroad  Jour- 
nal office,  8  Spruce  Street,  New  York,  by  mail  or  otherwise.— 
Price  $1,60.  21.tf 

Locomotive  Fng^ines. 

FOR  SALE,  two  Locomotive  Tank  Engines,  4ft.  6)i  in.  gaug«, 
made  by  one  of  the  most  celebrated  and  extensive  builders 
in  Ma».sachu.«ctts,  aiid  ready  for  unmediate  delivery.  These  en- 
gines are  admirably  adapted  for  feat  travel  with  Ught  passenger 
trains  ;  weight  13  tons  with  4  ft.  drivers,  with  leading  and  trail 
wheels  ;  cylinders  12X  ia  by  20,  with  a  separate  cut-off  valve. 
Can  be  examined  at  tlie  works  of  the  manutkcturer.  Apply  to 
H.  T.  POOR,  Editor  Railroad  Journal,  8  Spruce  »t,  N.Y.    XW 


Pbllad^lphia,  Wilming^ton  Sl 
Baltimore  Railroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST. 


'5  .-•■ 


fiS?  ^Hs  ^HV  W  CEBISS^BBED  CSSBSBHC  ^BBBlBfl^S 

M^u^  ^1  ^^  ^^  mi;i8;HjjjdjjgTi  rv^^gSMMtn  irniS'iarnHBa^lT 

Bm-w^MM  w  in  ltd Bain  imi    itf#niHiaii""'<e8Mi 

Trains  will  leave  the  Soiitlieni  ami  Wesleni  Station,  comer  of 
Broad  and  Prime  streets,  Philadelphia,  at  8  30  am.  12  45,  3  and 
11pm. 

FAKl  BT  TBROrOH  TtCEKTS  TO  THB  SOtJTH. 

From  New  York  to  Wilmington $15  50 

I         do       do           Norfolk 8  50 

I  From  Philadelphia  to  Wilmington .  14  00 

do        do              Norfolk - 6  50 

I         do        do              Petersburg 9  00 

I         do        do              Richmond 8  00 

FARB    BT   THROUOH  TICKBTS  TO  THB   WBST. 

j  From  New  York  to  Cincinnati fl3  50 

I         do   .    do  Louisville 14  50 

1  From  Philadelphia  to  Cincinnati 11  00 

I        do       do  Louisville ..12  00 

From  New  York  to  Indianapolis 16  00 

I     An  extra  charge  will  be  made  tor  meals  and  state  roooM  en 
I  board  the  boats.  .  Jb.  S.  SPAFFOBD, 

I        27tf  General  Sup't. 

Boiler  and  Tank  RiTcts, 
Mnts  and  Washers; 

All  8izes  of 

Bolts  and  Bolt  Ends 

fbr  Sale  by 

,   BRIDGES  dc  BROTHER, 

.  64  Oourtlaad  Bt,  N  Y 
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continue"?     These  are  questions  to  be  asked,  and  the  basis  of  full  thirty  millions  of  credit,   from 


answered  by  a  Statesman  before  he  is  compe- ,  commerce ;    which  this  coin, 
tent  to  decide  the   case.      They  are   reduced  to  would  have  famished, 
these  two.     Does  the  Revenue  need  the  tax  ^     Do 
the  Amer  ican  Iron  niners  or  manu^'acturers  need 

iti    ■     ...     ..V  -     .;      -     . 

..  I^SjT  ■     .     .  ■.     .1-  •  ■  •   ■'■'.'rr 

1.  Does  the  Berenae  need  it  1  The  answer  to 
this  will  be  found  in  the  statistics  of  the  Treasury 
Department,  and  we  propose  to  sho  w  precisely 
what  has  been  the  effect  of  the  Duty  on  Railway 
Iron,  on  the  Revenue.  To  do  this  we  will  show 
that  the  Treasury  has  had  an  increasing  balance, 
during  the  whole  period  of  this  tax,  and  would 
have  had  a  balance  if  not  a  dollar  »f  this  (ax  on 
railway  iron  had  been  paid. 

Balance  of    Duty  col-     Balance  in 
Receipts  ov- 
'-''"    •        er  expendi- 
tures 
Year  ending 
June  30, 1852.$3,720,750 


when   distributed 


POBLISHBD  BT  J.  B.  SCHITLTZ  &  CO.,  No.  9  Spbucb  st. 


8atitrdajr,  Angnat  5.  1854.     tN--'"- 

The^emlaaloii  of  Daty  on  Railroad  Iron. 
Would  It  be  Injnrions  to  the  Revenue,  or 
to  tlie  American  ManufacturerV 

In  our  former  article,  we  proved : 

1.  That  the  tax,  or  Duty  on  imported  Railway 
iron  was,  at  the  present  time  nearly  equal  to  five 
million  per  annum. 

2.  That  this  is  equal  to  22  per  cent  of  the 
money  actually  paid  by  siockholders,  or  nearly  7 
per  cent  on  the  entire  cost  oi"  a  railway. 

8.  That  as  stockholder's  payments  are  distribut- 
ed during  three  years,  and  this  as  a  cash  payment 
at  once,  is  equal  to  66  per  cent,  of  the  payments 
made  by  stockholders  in  one  year. 

It  follows  from  this  statement  of  facts,  the  tax 
on  railway  iron  is  a  real  and  great  burden  on  the 
constrnction  of  railways,  which  will  operate  seri- 
ously and  heavily  against  the  completion  of  works 
already  commenced,  and  may  arrest  them  alto- 
gether. On  this  state  of  fact,  the  questions, — for 
whose  benefit  i?  this  tax  laid  1  Is  there  any  bene- 
fit arising  from  it  1  Are  either  the  gorerument, 
American  manufacturer,  or  the  people  benefitted  1 
If  DO  one  is  benefitted,  then  why  should  the  tax 


The  Revenue,  therefore,  not  only  does  not  need 
this  tax;  but,  it  is  a  burden  on  the  Treasury, 
while  it  injures  commerce,  in  a  two-fold  way:  I. 
by  depriving  railways  of  it ;  and  2.  by  taking  so 
much  coin  from  the  basis  of  credit. 

2.  But  if  this  tax  does  the  govemm>jnt,  or  the 
people  no  good,  has  it  benefitted  the  miner,  or  the 
manufacturer  1  If  it  has,  it  may  fairly  be  claim- 
ed to  have  compensated,  in  one  form,  the  injury 
done  in  another ;  and,  on  the  whole  to  have  bene- 
fitted the  country.  This  is  the  argument  of  a 
statesman,  but  rests  entirely  upon  a  matter  of/oc^ 
and,  if  in  fact,  the  tax  does  not  benefit  the  miner, 
or  the  manufacturer,  then  the  argument  falls  to 
the  ground,  and  cannot  fairly  be  maintained. — 
Now  the  facts  of  the  case  arc  obvious,  and  we 
propose  to  exhibit  the  precise  bearing  of  the  tax 
3,589,056  j  on  Railway  iron  (if  it  has  any)  on  the  Iron  Manu- 
4,000,000.facturer.  Lot  us  premise  an  observation,  on  the 
^TT^^I  common  view  of  the  iron  duty.  We  should  ob- 
it thus  appears,  that  if  in  the  last  thre^  years,  j'^''^^'  *^*'  ^^"^  ^""^^  <"»  '■«^«"^?'  *^o°  "  »""  *  ^''^T 
the  entire  railway  tax,  amounting  to  neariy  ten  1  ^'^  ""^^  "^""f*^^*"'-^  S«°"»»y  i  but  is  a  duty  on 
millions  had  been  taken  out  of  the  Treasurv.  there,*  Pa^icular  form  of  iron,  viz  :  bar  iron  made  for 
would  still  be  about  ten  millions  balance  remain- '''''''•  *=^'"'"'  '^"'^^^  *^«  S^^^ral  Ux  of  30  per 
ing!  In  other  other  words,  the  Treasury  had  no/'®"*  '^^^  **°  *'*'^  ^  remission  of  the  duty  on 
possible  use  for  the  money.  But  on  the  contrary  ""^''^^^  "■^"'  '«'*'°'^  therefore  only  affect  the  Tar- 
it  was  a  mere  burden  on  the   government  for   its  ■^'^'^  ^^"^  particular  form  of  iron  ;  and   leave  the 


lected  on      the  Trea- 
railway      sury  deduc- 
iron        ting  Iron  tax 


June  30, 1853.  7,310,656 
June  30, 1854.   8,000,000 


Sl,670,495 
3,721,600 
4,000,000 


$2,050,250 


$19,031,406    $,6392,095 


safe-keeping — having   no   more  value,   than  dry 


duty  still  on  all  the  common  forms  of  iron  Manu- 


chips.    That  this  may  be  put  in  a  c  lear  light  we ,  ^**=""*     ^'  '^^"^'^  *^''^*  ""  American  Mannfactnr- 
present  the  following  official  statement  of  the  Trea-i®'"  "'"''''  "^^atcver,  unless  he  was  engaged  in  the 

manufacture  of  railway  iron  and   the  number  of 
that  class  is  verv  small.  . 


sury  operations: 

Balance  in  the  Treasury  July  1, 1851.  $10,911,645 

July  1,  1852.    14.632,136 

"  "       July  1,  1853.    21,942.892 

July  1,  1844.    29,000,000 

The  enormous  balance  of  near  thirty  millions 
remained  in  the  treasury  July  1 — after  paying 
more  than  twenty  millions  of  the  public  debt,  and 
having  also  increased  the  expenses  of  government. 

What  thes,  has  become  of  the  ten  millions  of 
tax  raised  on  railway  iron,  during  the  last  three 
years  1  It  has  remained,  untouched  to  the  present 
moment  without  one  cent  of  interest,  and  withdraw- 
ing that  much  in  coin,  from  the  mercantile  interests 
of  the  country.  It  has  not  merely  been  taken 
rom  the  use  of  railways,  but  it  has  taken  away 


N 


We  will  prove  now,  that  the  tax  in  iron  has  had 
its  legitimate,  and  proper  effect,  in  protecting  the 
American  manufacturer  of  iron,  in  all  other  kinds 
of  iron  manufacture,  but  has  had  no  effect  whatev- 
er on  tie  manufacture  of  railtray  iron.  We  com- 
pare below  the  increase  in  five  years  of  imported 
Railway  iron,  with  that  of  all  other  kinds  of  Maon- 
factured  iron. 

Value  of 
'",•-.'     r  Imported 

bar  iron 
Imported  i  n  1848 . .  $3,679,600 
"  1835  ..  15,402,700 


Increase  300  per  cent. 


Value  of 
other  maoti- 
factnred  iron 
$8,000,000 
10,200,000 


25  per  cent. 


■!■ 
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We  find  then  that  the  increased  import  of  bar 
(in  other  words  Railway)  iron  amounts  to  twelve 
told  the  rate  of  increase,  in  all  other  manufactures 
of  iron,  and  that  while  the  increase  of  other  manu- 
factures of  iron  is  much  less  than  that  of  the  ag- 
gregate imports  of  foreign  mercnandize,  the  in- 
creased importation  of  rails  is  vastly  greater ;  in 
other  words,  the  tax  has  proved  a  positive  protec- 
tion to  the  manufacturers  of  iron,  but  has  had  no 
tfftd  whaUver  on  the  American  manufacture  bf 
Railway  iron. 

L«t  us  take  another  form  of  comparison.  The 
following  is  the  aggregate  import  of  Bar,  or  Rail- 
way iron,  for  several  successive  years. 

In  1848 $3,679,000 

In  1849 6,060,000 

In  1860 7,400,000 

In  1861 7,400,000 

In  1862 8,600,000 

In  1863 16,400,000 

In  1854 17,000,000 

Increase  from  1848  to  1851, 100  per  cent. 

Increase  from  1861  to  1864, 126  per  cent. 

If  the  30  per  cent,  duty  on  imported  Bars,  had 
in  the  least  degree  benefitted  the  American  Manu- 
facturer, it  is  obvious,  that  the  increase  in  impor- 
tation of  Bar  Iron,  would  not  have  exceeded  the 
rate  of  increase,  in  the  general,  or  aggregate  im- 
portation. But  the  reverse  is  the  fact,  not  only 
has  it  not  averted  the  importation  of  iron  rails,  nor 
kept  it  within  the  limits  of  general  increase,  but, 
the  importation  has  increased,  at  a  most  unprece- 
dented rate !  It  has  increased  300  per  cent,  in  six 
years.  The  proof,  therefore,  is  positive  and  un- 
deniable that  the  tax  on  rails  has  not  benefit- 
ted the  American  Manufacturer,  in  the  slightest 
particle.  This  fact  becomes  of  greater  magnitude, 
and  force,  when  we  add  to  it,  that  there  is  anoth- 
er tax  in  the  form  of  freight,  and  yet  another  in  the 
form  of  Commissions.  Supposes  ton  of  English 
iron  imported,  at  present  rates,  and  we  shall  have 
something  like  the  following  results,  viz ; 

Prime  Cost S42  00 

Discount  on  Bonds 4  20 

Freight 8  00 

Commissions 2  80 

Duties 16  00 


V  $73  00 

In  the  form  of  duties,  freights,  commissions, 
and  discounts,  the  American  Manufacturer  has  a 
protection  equal  to  70  per  cent,  and  if  the  whole 
government  tax  was  taken  off,  the  American  manu- 
facturer, on  the  Atlantic  would  be  protected,  the 
extent  of  40  per  cent,  and  in  the  valley  of  the 
Mississippi,  full  60  per  cent.  If  the  English  manu- 
facturer can  sell  railway  iron  at  S40  per  ton — the 
American  Manufacturer  in  Ohio,  Kentucky,  and 
Tennessee,  or  Missouri  can  undersell  him  at  $70 
per  ton.  In  other  words,  he  has  a  margin  of  $30 
per  ton  in  his  favor.  Yet  with  this  enormous  mar- 
gin to  cover  difierenccs  ic  expense,  and  interest  of 
capital, — the  American  manufacturers  have  not 
made  more  than  a  small  portion  of  the  iron  rails 
used  in  the  United  States.  It  may  be  asked — 
why  not  1  <       .  [ 

The  reasons  are  sufficient,  and  are  sucli,  as  no 
tariff  duty  will  obviate  while  they  exist.  First, 
the  manufacture  of  railway  iron,  to  supply  the 
United  States  will  require  immense  works,  with 
Immense  capital.  One  Ohio  Railroad  Company 
thought  of  entering  into  a  contract  for  Ohio  iron, 
— and  so  much  was  required,  that  the  manufac- 


turers expected  to  require  twelve  furnaces  to  fulfil 
the  contract.  The  iron  was  ultimately  got  in 
England,  amounting  to  40,000  tons.  The  demand 
for  railway  iron  is  considerably  greater  than  can  be 
supplied,  by  any  existing  works.  Then  why  not 
erect  the  works,  some  one  may  say !  Because 
capital  is  not  sufficiently  abundant,  for  one  cause, 
and  because  other  kinds  of  iron  manufactures  are 
not  profitable.  There  is  7w  great  temptation  to  go 
int*  this  branch  of  business.     Take  an  example : 

Ohio  Pig  Iron  was  in  1862— per  ton $28  00 

1864 46  00 

Increase  in  the  price  of  pig  Iron,  60  per  cent. 

If,  the  iron  makers  there  was  able  to  live,  and 
go  along,  under  the  prices  three  years  since,  he 
must  make  great  profits  now.  Hence,  while  this 
enables  the  manufacturer  of  the  jaw  material  to 
do  a  profitable  business,  it  obviously  diminishes 
the  opportunity  of  profit,  on  rails,  because  the 
price  of  the  raw  material  is  so  much  advanced. — 
The  temptation  to  erect  great  works,  and  the  capi- 
tal for  it  not  existing, — the  works  have  not  been 
erected,  except  in  a  very  few  instances.  Hence, 
it  is  in  England  and  Wales  only,  where  such 
immense  amounts  of  iron  rails  can  be  rapidly  turn- 
ed out. 

Another  equally  prevalent  reason  for  the  pur- 
chase of  railway  iron  in  England  is,  that  nearly 
all  ofil  \s  bought  on  long  credit;  thus  enabling 
the  r.K  vay  companies  to  forward  the  construction 
of  th<  :i-  roads,  by  the  purchafe  of  iron.  When  this 
can  be  done,  it  is  palpably  the  interest  of  thecom- 
p.jnies  to  do  it, — and  even  at  a  higher  price  is 
sound  policy,  for  their  roads  are  productive,  and 
in  a  few  years,  both  their  business  and  their  credit 
will  unable  them  to  pay  the  debt  thus  contracted. 
It  is  in  this  way,  that  Railway  companies  have 
been  in  one  way  obliged,  and  in  another  tempted 
to  purchase  their  iron  in  Europe.  At  any  rate,  it 
is  possible,  that  the  government  tax  has  had  nut 
the  slightest  influence,  in  favor  of  the  American 
Manufacturer.  We,  therefore,  cannot  justly  object 
to  the  remission  of  this  tax,  for  while,  it  will  great- 
ly benefit  railways,  it  will  not  injure  him. 

Who  then,  does  the  tax  on  rsrilway  iron  benefit? 
No  person,  interest,  or  community.  The  revenue 
does  not  need  it.  The  manufacturer  does  not  need 
it.  The  merchant  is  injured  by  it ;  for,  the  only 
result  is,  so  much  gold  locked  up,  without  inter, 
est,  without  circulation,  and  without  object. 

The  ground,  therefore,  on  which  a  statesman 
might  object  to  the  repeal  of  duties  on  railway  iron 
is  taken  away  entirely,  by  the  total  absence  of 
any  fact  to  sustain  his  argument.  Neither  the 
government,  the  people,  nor  the  manufacturers 
need  this  tax.  All  of  them  would  be  just  as  well 
without  it. 


niMysvlIIe  and  Big  Sandy  Railroad. 

The  Western  Railroad Recordsiaies  that  the  work 
on  the  Maysville  and  Big  Sandy  Railroad  has  been 
suspended,  not  from  any  want  of  means  for  its 
completion,  but  rather  to  await  some  definite  ac- 
tion for  the  completion  of  the  Maysville  and  Lex- 
ington Road,  without  which  the  Big  Sandy  Road 
would  be  of  comparatively  little  use. 

Cinciunatl  and  Afwrietta  Railroad. 

The  Marietta  Intelligence  states  that  N.  L.  Wil- 
son Esq.,  Vice  President  of  the  above  road,  has 
succeeded  in  the  purchase,  on  favorable  terms,  o\ 
15,000  tuns  of  rails,  a  quantity,  with  previous 
purchases,  sufficient  to  complete  the  entire  track. 


The   Illinois  Central  Railroad.-- A  Bloral  a 
Great  Wmy  ott. 

Without  disputing  the  probable  financial  success 
of  the  Illinois  Central  Railroad,  we  have  thought 
it  an  unnise  and  unfortunate  project  for  the 
country,  on  the  ground  that  it  is  a  superfluous  ad- 
dition to  our  railway  system,  and  because  the  sole 
rea.son  for  its  construction  was  the  grant  of  land 
made  by  the  General  Government.  A  cardinal 
maxim  with  us  has  been,  that  no  roa^  should  be 
undertaken  where  a  business  adequate  to  its  sup- 
port did  not  exist.  All  projects  that  could  not  be 
shown  to  come  within  this  category,  we  regarded 
as  speculative ;  and  that  it  is  unwise  and  un- 
sufe  to  make  assumed  or  supposed  conditions  the 
basis  of  action  in  any  case.  Now  no  one  would 
ever  think  of  building  the  Illinois  Central  Rail- 
road for  the  business  upon  its  line.  It 's  claimed, 
however,  that  its  2,600,000  acres  will  build  the 
road,  the  value  of  which  will  be  a  bonus  to  the 
stockholders.  This  fact  remains  to  be  demon- 
strated ;  and  until  it  is  so,  prudent  men  will  hard- 
ly part  with  a  certainty  for  what  is  contingent ; 
even  with  chances  very  strongly  in  their  favor. 

But  to  show  the  value  or  want  of  value,  of  the 
above  project  is  not  our  present  object,  but  that  as 
a  speculation,  it  has  worked  out  one  of  its  legitim- 
ate results  in  producing,  or  assisting  to  produce, 
the  frauds  committed  by  Mr.  Schuyler,  and  the 
mighty  train  of  consequent  disasters, 

Mr.  Schuyler  did  not  commit  his  frauds  for  the 
love  of  the  thing,  nor  as  a  means,  in  itself,  of  put- 
ting so  much  money  into  his  pocket.  Unless  he 
had  felt  certain  of  his  being  able  to  cancel  it,  he 
would  never  have  made  the  first  over-issue  of 
New  Haven  stock.  It  is  well  known  that  he  went 
very  deeply  into  the  Illinois  Central  Railroad ; 
that  he  was  the  great  man  of  the  concern.  He 
was  regarded  as  a  man  of  large  means,  even  in 
New  York.  His  compeers  numbered  the  richest 
men  in  the  country.  His  reputation  for  ability 
gave  him  a  predominant  voice  in  the  management 
of  the  company's  afiairs.  Having  taken  the  load, 
neither  his  position,  nor  his  pride,  nor  reputation, 
would  allow  him  to  falter.  As  a  stockholder  he 
had  figured  out  a  total  profit  of  some  $25,000,000, 
of  which  he  had  a  large  fraction.  Though  bur- 
dened, he  felt  he  had  only  to  carry  the  load  a 
short  time  to  realize  his  portion  of  the  profits.  Of 
the  successful  result,  he  entertained  not  a  doubt. 
Should  he  even  put  into  the  road  what  might  be 
in  his  hands  in  trust,  no  harm  conhrcome  of -it,  as 
he  could  return  whatever  he  might  use,  upon  call. 
The  scheme,  he  reasoned,  would  always  sell  at  a 
premium.  By  such  insidious  suggestions,  was  the 
boundary  line  between  right  and  wrong  so  far 
obscured  in  his  mind,  as  to  bo  hardly  discernable. 
He  probably  partially  succeeded  in  convincing 
himself  that  an  act  was  not  wrong,  that  could  end 
in  his  opinion,  in  harm  to  no  one  ;  and  so  thrown 
off  his  guard,  he  took  the  first  fatal  step.  This 
taken,  and  all  that  followed  was  a  natural  se- 
quence. In  the  mean  time  the  market  value  of 
bonds  and  stocks  of  the  company  depreciated 
enormou.s1y,  increasing  his  necessities,  and  sink- 
ing him  still  deeper  in  fraud  and  ruin. 

But  for  his  faith  in  the  above  scheme,  we  are 
satisfied  that  no  motive  nor  apology  would  have 
been  sufficiently  strong  to  have  led  him  to  appro- 
pi  iate  to  his  own  use,/rawrfit/e»%,  the  property 
of  others.  His  other  schemes  would  have  shown 
him  DO  way  by  which  it  could  be  replaced,  and  th« 
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dcviUsk  suggestion,  would  have  been  cast  out  of  his 
mind  at  the  first  blush.  He  very  probably  would 
have  failed,  but  without  disgrace  or  dishonor. 

Had  the  means  for  the  construction  of  the  Il- 
linois Central  Railroad  been  furnished  in  the  same 
manner  as  those  for  similar  projects,  Mr.  Schuyler 
would  have  been  not  connected  with  it  at  all,  or 
only  aa  contractor.  He  was  attracted  to  it  by  the  op- 
portunity of  making  a  couple  of  million  of  dollars, 
*  by  the  payment  o{one-lcnth.iha.t  sum.B  ut  the  scheme 
did  not  win  popular  favor  as  expected.  Its  owners 
were  called  upon  to  put  their  own  shoulders  to  the 
wheel.  Mr.  Schuyler  put  into  it  not  what  belonged 
to  himself,  but  others.  Still  the  golden  prize  elud- 
ed his  grasp.  In  attempting  to  leap  the  chasm 
that  separated  him  from  it.  he  fell  irretrievably. 
To  have  prevented  such  a  fall,  which  has  shaken 
credit  to  its  very  centre,  the  railroad  companies  ol 
the  country  might  well  afford  to  have  paid  the 
owners  of  the  Illinois  Central  road  all  the  profit 
they  have  figured  out  for  themselves.  Certainly 
the  result  in  the  present  case  shows  the  wide  dis- 
tinction between  speculative  and  meritorious  pro- 
ject«,  and  the  danger  of  encouraging  the  former. 


Blue  Rlilge  Railroad, 

The  Blue  Rudge-Radroad  is  the  work  by  which 
the  city  of  Charleston  and  the  State  of  South  Ca- 
rolina propose  to  secure  to  themselves  a  portion 
of  the  trade  of  the  Mississippi  basin.  In  building 
this  road  thoy  are  only  acting  in  obedience  to  an 
idea  which  has  led  every  city  of  any  considerable 
importance,  and  any  one  that  proposed  commer- 
cial greatness  as  its  future,  to  construct  or  under- 
take works  of  a  similar  character  and  for  similar 
objects.  The  valley  of  the  Mississippi  is  looked 
upon  as  the  seat  where  is  to  be  the  greatest  deve- 
lopement  of  wealth,  population,  and  trade  on  this 
continent,  and  the  possession  of  the  trade  as  the 
great  source  of  wealth  and  prosperity  of  eastern 
cities.  Between  these  and  the  great  valley,  the 
Alleghany  range  is  interposed,  which,  without  ar- 
tificial avenues,  is  suflScient  obstacle  to  force  this 
trade  to  take  its  natural  outlets,  the  Mississippi 
and  St.  Lawrence  Rivers.  AVherever  this  great 
barrier  has  been  scaled  by  artificial  works,  results 
far  exceeding  expectation  have  been  realised. — 
This  trade  can  never  be  monopolised  by  one  city. 
Each  can  command  a  considerable  portion  of  that 
lying  upon  its  own  parallel;  so  that  although 
some  may  secure  more  than  others,  from  the  su- 
perior attractions  they  possess,  all  are  certain  ol 
that  degree  of  success  which  justifies  their  under- 
takings. Charleston  is  now  the  only  Atlantic  ci- 
ty (with  the  exception  of  Richmond)  that  does 
not  possess  its  appropriate  and  peculiar  railway, 
extending  to  the  Mississippi  basin.  This  want  she 
now  proposes  to  supply  by  the  construction  of  the 
above  road,  the  condition  of  which,  its  objects, 
and  Us  financial  position  are  set  forth  in  the  fol- 
lovting  report  of  the  directors,  recently  issued : — 

REPORT. 

The  President  and  Directors  of  the  Blue  Ridge 
Railroad  in  South  Carolina,  respectfully  report, 
that  soon  after  the  subscription  made  by  the  cor- 
poration of  the  city  of  Charleston  to  the  capita, 
stock  of  the  company  in  July  last,  the  preliminary 
contract  entered  into  with  Messrs.  Anson,  Bangb 
&.  Co.  was  executed,  and  it  was  agreed  that  tht 
road  was  to  be  commenced  on  the  first  of  Novem- 
ber following,  and  entirely  finished  and  equipped 
from  Anderson  to  the  Tennessee  State  line  in  thret 
»nd  »  half  yean. 


An  agreement  was  also  entered  into  with  the 
Knoxville'and  Charleston  Railroad  Company, 
which  was  made  to  depend  on  certain  aid  to  be 
obtained  from  the  SUte  of  Tennessee,  in  which 
case  the  Knoxville  and  Charleston  Railroad  \'.  as 
to  be  included  in  the  contract  with  Messrs.  An  jn, 
Bangs  &  Co.,  and  the  time  for  the  completion  of 
the  entire  line  from  Anderson  to  Knoxville  exten- 
ded to  four  and  a  half  years. 

An  agreement  was  made  at  the  same  time  with 
the  Tennessee  River  Railroad  Company,  by  which 
that  Company  was  brought  under  the  contract 
made  with  Messrs.  Anson,  Bangs  &  Co.,  and  sub- 
sequently a  similar  agreement  was  made  with  the 
Pendleton  Railroad  Company.  In  conformity 
with  the  contract,  the  work  was  commenced  on 
the  1st  daj'  of  November,  but  embarrassments  in- 
cident to  the  commencement  of  all  enterprises  on 
so  large  a  scale,  rendered  the  operations  more  pre- 
paratory than  otherwise,  and  it  was  therefore 
agreed  that  the  contract  time  for  commencing  the 
work  should  be  extended  to  the  1st.  Jan. 

In  the  session  of  the  Legislature  of  1852,  the 
bill  granting  the  charter  provided  for  the  endorse- 
ment of  the  bonds  of  the  Company  to  the  extent  of 
SI, 250,000,  the  State  requiring  as  security  a  first 
lien  upon  the  road.  This  form  of  aid,  while  it 
might  answer  well  the  ultimate  wants  of  a  compa- 
ny, is  calculated  rather,  when  resorted  to  in  the 
commencement  of  an  enterprise,  to  cripple  its  re- 
sources, and  to  impair  its  credit ;  for  it  is  manifest 
that  should  further  capital  or  funds  be  needed  to 
carry  on  or  complete  the  work,  a  resort  to  loans, 
based  on  second  mortgages,  could  not  be  other- 
wise than  attended  with  great  embarrassment  and 
ruinous  sccrificcs.  It  was  deemed  best,  therefore, 
to  postpone  the  use  of  the  State  endorsement,  and 
apply  to  the  legislature  to  remove  the  difficulties 
which  the  aid,  as  granted,  imposed  upon  the  com- 
pany ;  and  to  ask  a  direct  subscription  to  the  capi- 
tal stock  of  the  company  of  S"50,000;  A  bill  was 
therefore  introduced  for  that  purpose,  which  pass- 
ed the  Senate,  but  failed  in  the  House,  as  is  alrea- 
dy known  to  the  stockholders. 

I  he  resources  of  the  company  remain  the  same, 
therefore,  as  they  were  at  the  date  of  the  applica- 
tion referred  to,  so  far  as  relates  to  this  State, 
Georgia,  and  North  Carolina,  viz. : 

City  subscription $1,049,000 

Individual  and  other  subscriptions . .  151.000 

State  guarantee 1,260,000 

Contractors  in  stocks  and  bonds 3,000,000 

Making  S5 ,450,000,  and  leaving  a  deficiency  of 
S550,000,  presuming  that  the  roads  in  the  three 
States  will  cast,  as  estimated,  $6,000,000. 

Monies,  however,  borrowed  under  the  guaran- 
tee of  the  State,  and  for  which  a  first  lien  has  been 
given,  cannot  be  regarded  as  capital.  On  the  con- 
trary, the  payment  of  interest  on  such  loans  du- 
ring the  construction  of  the  road,  constitutes  an 
additional  charge  upon  the  capital.  And,  as  it 
seems  to  be  a  principle  universally  admitted  and 
recognized,  that  one-half  of  the  estimated  cost  ol 
a  road  should  be  secured  in  subscriptions  to  the 
capital  stock  of  the  company,  to  place  it  in  a 
sound  position,  both  as  regards  the  cash  capital, 
and  the  credit  founded  thereon,  the  Directors  re- 
commend that  measures  be  taken  to  bring  the 
subject  again  before  the  Legislature  in  a  manner 
best  calculated  to  secure  the  aid  of  the  State,  in  a 
form  that  will  free  the  company  from  all  embar- 
rassment, enable  them  to  carry  en  the  work  with 
economy  and  energy,  and  as  the  wisest  course  to 
avoid  difficulties  and  delays  is  always  to  meet 
firmly  in  the  commencement  the  requirements  ol 
the  case,  they  further  recommend  that  the  Legis- 
lature be  petitioned  to  remove  the  existing  lien, 
and  to  aid  the  company  at  once  by  a  subscription 
of  S1,000,000  to  its  capiUl  stock,  and,  further,  by 
its  endorsement  to  the  extent  of  $1,000,000  in  lieii 
of  $1,250,000,  taking  as  security  for  the  endorse- 
ment a  common  mortgage  with  other  bond  hold- 
ers. This  is  precisely  the  same  application  that 
was  made  to  the  Legislature  originally,  founded 
at  the  time  on  mature  reflection,  and  which  time 
has  only  tended  to  confirm,  as  the  best  measure 


the  most  efficient  to  enable  the  work  togo  on  witk.^. 
out  hindrance,  in  which  both  are  equally  and  deep 
ly  interested. 

As  relates  to  the  construction  of  the  Knoxville 
and  Charleston  Railroad,  the  Legislature  of  that 
State  has  granted  aid  to  the  company  different  in 
form,  but  to  a  much  larger  »mouut  than  was  ex- 
pected. The  contract  with  that  company  has  con- 
sequently had  to  be  modified.  The  Sute  grants 
$10,000  per  mile  for  iron,  and  $100,000  fur  each 
bridge  that  it  may  be  necessary  to  construct ;  and 
it  is  supposed  that  uader  the  construction  of  the 
act  civen  to  it  by  the  Legislature,  the  amount  of 
aid  in  the  bonds  of  the  State  will  be  $1,000,000, 
which,  with  county  subscriptions  in  Rnox  and 
Blount  counties,  will  make  up  a  sum  of  $1,200, 
000.  This  sum,  with  the  bonds  and  stock  to  be 
taken  by  the  contractors,  aad  a  subscription  from 
the  Blue  Ridge  Railroad  Company  in  South  Ca- 
rolina, will  be  ample  to  complete  that  ]>ortion  of 
the  line. 

There  are  now  228  individual  subscribers,  near- 
ly all  of  them  in  Charleston.  They  arc  generally 
for  ^m»ll  amount-s,  as  tliey,  and  the  citizens  gene- 
rally, consider  themselves  represented  in  the  sub- 
scription made  by  the  corporation.  It  is  to  be 
hoped,  however,  and  it  is  expected,  that  in  ano- 
ther year,  when  the  pressure  in  the  money  mar- 
ket has  been  succeeded  by  easier  times,  that  more 
liberal  subscriptions  will  be  obtained.  In  the 
meantime,  the  sub-contractors  along  the  line  of 
the  road  are  receiving  a  portion  of  their  pay  in 
stock,  so  that  eventually  a  large  amount  of  shares 
held  by  the  contractors  will  pass  into  their  hands, 
creating  stockholders  and  removing  the  objection 
frequently  urged  to  the  fewness  of  imlividual  .stock- 
holders. 

The  Pendlet*n  subscribers  number ,  and 

their  instalments  are  now  paid  to  the  treasurer  of 
the  Blue  Ridge  Railroad  Company  in  South  Ca- 
rolina. 

The  Treasurer's  report  is  herewith  submitted. 
It  will  be  seen  that  there  has  been  expended 
For  salaries  of  engineers  and  camp      "f    ' 

expenses  and    instruments 319,658  13 

For    printing,    stationery,    printing 

bonds,  preparing  mortgage,  salary 

of  treasurer,  &c 3,242  57 

For  grading,  &c 80,074  68 

For  land  in  Anderson 1,600  00 

For  interest  on  loans 296  49 


$104,868  77 
The  work  thus  far  has  progressed  but  slowly. — 
The  contractors  employed  in  the  commencement 
white  labor  almost  entirely, picked  up  in  the  mix- 
ed population  of  our  northern  seaports.     It  was 
not  found  to  answer,  and  most  of  the  work  now  iu 
progress  has  been  sub-let  to  parties  chiefly  on  the 
line  of  road,  and  most  of  them  having  taken  con- 
tracts since  the  planting  season,  their  hands  have 
been  taken  off  to   harvest  the  crops  of  oats  and 
wheat,  occasioning  recently  some  interruption  to 
the  work.     The  entire  line  through  South  Caroli- 
na,  however,  being   sub-let,  except   the    tunnels, 
and  a  portion  through  Georgia,  there  will  be  a  sa- 
tisfactory force  upon  it  so  soon  as  the  harvest  is 
over.     The  grading  and  masonry  of  such  portions 
as  have  been  sub-let  are  to  be  finished  at  various 
periods  of  twelve  and  eighteen  months,  and  the 
work  thus  far  has  been  executed  within  the  esti- 
mates of  the  engineer.     The  tunnels  will  soon  be 
sub-let  to  parties  experienced  in   such   work ;  in 
the  mean  time  the  approaches  to  it  arc  in  pro^Erreas. 
The  road  in   South  Carolina,  finally  located,  is 
fifty  and  a  half  miles  in  length.     In  Georgia  it  is 
finally  located  also,  and  will  be  seventeen   and  a 
half  miles  in  length.      Some  thirty   miles  have 
been   finally  located  also  in   North  Carolina,  Jrom 
the  Georgia  State  line  beyond  Franklin,  and  about 
thirty-four  miles  in    Tennessee,   from    Knoxville 
eastward.      The  portions  located  in  these  two 
States,  prove  more  easy,  and  will  be  less  costly 
than  was  expected,  but  the  most  difficult  portions 
of  each,  passing  through  the   Smoky  mountains, 
have  not  been  reached.     The  entire 
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Soon  after  the  adjourament  of  tb«  legislature,  at 
the  suggestion,  and   by  the  request  of  Mr.  Lyth- 
goe,  Mr.  Benj.  H.  Latrobe,  the  distinguished  Engi- 
neer-in-Chief  of  the  Baltimore  and  Ohio  Railroad, 
was  incited  to  make  an  examination  of  the  road 
that  had  been  located  from  Anderson  to  the  Lo 
cust  stake,  to  revise  the  estimates,  to  make  sag 
gestions  that  he  might  think  necessary,  both  as  to 
changes  of  route  and  alterations  of  grade,  and  to 
report  frankly  the  result  to  the  Board  of  Direc 
tors.     Mr.  Latrobe  was  selected  because  of  his 
high  reputation  and  his  experience  on  the  Balti 
more  and  Ohio  Railroad,  where  there  are  grades 
of  116  feet  to  the  mile,  and  some  six  or  eight  tun- 
nels; and  the  examination  was  limited  to    the 
roads  in  South  Carolina  and  Georgia,  because  in 
these  States  is  encompassed  the  most  difficult  and 
costly  portions  of  the  work ;  and  it  was  thought, 
.   that  sbou.d  Mr.  Latrobe's  examination  be  confir 
matory  of  the  surveys  and   estimates  of  our  own 
engineers,  it  would  place  their  correctness,  and  the 
practicability  of  the  route,  beyond  all  controversy, 
and  tend  to  inspire  in  the  legislature,  and  among 
the  people  of  the   State,  a  more  universal  confi- 
dence in  the  enterprise. 

Mr.  Lythgoe's  letter  to  the  board,  the  presi- 
dent's to  Mr.  Latrobe,  aud  Mr.  Latrobe's  very  mi- 
nute and  very  able  report  are  submitted,  and  the 
board  take  pleasure  in  stating  that,  except  a  dif- 
ference in  views  in  relation  to  the  dimensions  of 
the  tunnels,  the  report  fully  confirms  the  survey 
and  estimates  of  Mr.  Lythgoe. 

The  board  also  take  pleasure  in  communicating 
.    another  fact  of  the  highest  interest  iu  coniioctlon 
with  the  Blue  Ridge  Railroad.     The  Legislatures 
of  Tennessee  and  Kentucky,  in  their  late  sessions, 
chartered  companies  to  fill  the  gap  betwe<!u  Knox 
ville  and  Lexington,  Paris  or  Danville,  from  which 
points  railroads  are  already  in  the  course  of  con 
•truction  to  Covington,  opposite  to  Cincinnati,  and 
to  Louisville,  leaving  the  parties  interested  to  so 
lect  the  passage  through  the  Cumberland  Moun- 
tains by   Wheeler's  Gap,  Cumberland  Gap,  or  by 
both,  a-   they   might  deem  best.      The   former 
route  has  been  selected,  founded  on  a  survey  re- 
cently made ;  a  company  has  b«eQ  3rganised,  and 
with  the  aid  furnished  by  the  State  of  Tennessee, 
•  and  liberal  county  subscriptions,  the  entire  line 
has  been  put  under  contract.     Thus    link  by  link, 

and  one  after  another,  have  companies  been  or- 
ganized, which  will  open  the   great  States  border- 

iBg  on  the  Ohio  to  the  Atlantic  seaboard.    That 

which  a  combination  of  States  failed  to  accom- 
plish only  a  few  years  since,  the  force  of  circum- 
stances is  about  to  achieve.  An  object  long  aud 
ardently  desired  by  our  own  and  the  people  in  the 
distant  West,  and  for  which  our  State  and  people 
were  reaiv,  not  20  years  since,  to  incur  a  respon 
sibility  of  $12,000,000.  This  great  object  can 
now  be  secured  by  a  State  responsibility  of  S2, 
000,000,  with  her  finances  in  a  better  condition 
with  thti  population  of  the  great  States,  Virginia, 
Ohio,  Indiana,  Illinois,  Missouri,  Kentucky,  Ten- 
nessee, North  Carolina,  to  be  brought  into  more  di- 
rect and  immediate  intercourse  with  her,  increas- 
ed from  5,662,472  in  1840  to  8,779,003  in  1850, 
and  according  to  condensed  reports  to  10,000,000 
nearly  in  1852,  with  their  resources  better  devel- 
'  oped  and  better  known  to  us,  and  a  connexion 
with  them  no  longer  an  experiment. 

The  Erie  Canal  was  the  first  great  channel  open- 
ed to  the  great  and  fertile  regions  of  the  West. — 
New  York  has  now,  in  addition,  the  New  York 
Central  and  the  Erie  Railroad ;  Boston,  the  West- 
ern Railroad ;  Philadelphia,  her  Pennsylvania 
Bailroad  half  finished ;  and  Baltimore,  her  Balti- 
more and  Ohio  Railroad,  and  the  multiplication  of 
these  great  highways  to  the  West  has  in  no  way 
diminished  the  receipts.  On  the  contrary,  the  re- 
ceipts on  the  Erie  Canal  arc  larger  than  ever  ;  on 
the  New  York  Central  Raiiroad  they  have  in 
creased  to  $500,000  per  month,  the  Erie  Railroad 
to  near  the  same  sum,  the  Pennsylvania,  half  fin- 
ished, to  S250,000  per  month,  and  the  Baltimore 
and  Ohio  to  near  $400,000  per  month,  and  Boston, 
New  York,  Philadelphia  and  Baltimore  are  ad- 


than  ever.  Nor  is  this  prosperity  aud  growth  con- 
fined to  these  cities.  The  States,  of  which  they 
are  the  commercial  capitals,  have  increased  in  a 
like  proportion,  their  lands  and  all  other  real  and 
personal  property  have  greatly  augmented  in  va- 
lue. Costly,  therefore,  as  these  great  enterprises 
have  been,  mismanaged  as  many  of  them  have 
beer.,  they  have  fully  justified  the  wisdom  of  their 
projectors,  and  proven  that  a  connection  with  the 
great  West  is  no  longer  an  experiment. 

The  State  may,  therefore,  in  the  opinion  of  the 
board,  grant  the  required  aid  to  the  great  enter- 
prise in  which  we  are  engaged  without  risk  or  haz- 
ard. Will  she  do  sol  In  answer  to  this  question, 
the  directors  cannot  consent  to  believe  otherwise 
than  she  will.  His  Excellency  Gov.  Manning, 
with  that  sound  forecast  and  practical  wisdom  for 
which  he  is  so  greatly  distinguished,  iu  his  mes- 
sage the  last  session,  notwithstanding  this  rivalry, 
commended  this  road  to  the  particular  patronage 
of  the  legislature.  It  has  since  lost  nothing  of  its 
claims  to  an  enlightened  and  liberal  support — on 
the  contrary,  many  of  the  objections  then  made 
made  and  which  caused  its  defeat,  have  been  re- 
moved. By  the  time  the  legislature  meets,  the 
entire  line  will  be  located  from  Anderson  to  Knox- 
ville ;  alb  doubts  as  to  the  accuracy  of  the  surveys 
and  estimates  have  been,  or  should  be  dispelled — 
the  work  has  been  commenced,  and  will  have 
made  material  progress,  and  the  Legislature  of 
Tennessee  has  granted  an  appropriation  which  in- 
sures the  construction  of  that  portion  of  the  line. 
Opposition  may  still  be  made  by  those  interested 
in  proposed  rival  routes,  but  with  charters  ob- 
tiiined  for  the  centre  line  through,  with  a  subscrip- 
tion larger  than  any  other  company  can  command 
in  its  commencement,  with  a  road  actually  in  the 
course  of  construction,  and  which  will,  through  its 
connection  with  the  Greenville  and  Columbia  Rail- 
road, and  the  Wilmington  aud  Manchester  beyond, 
and  through  them  with  all  the  other  railroads 
within  our  limits,  distribute  and  diflFuse  its  bene- 
fits through  the  very  centre,  and  into  every  sec- 
tion of  the  State,  aud  even  to  portions  of  North 
Carolina,  it  seems  to  the  directors,  that  to  an  en- 
terprise so  general  and  so  im:  ortant  iu  its  charac- 
ter, all  local  opposition  should  now  cease,  and  they 
are,  therefore,  not  without  strong  and  encourag- 
iug  hope,  that  such  aid  will  be  granted  by  the  le- 
gislature, as  will  place  the  compan}'  iu  a  condition 

to  press  forward  their  great  work  to  a  speedy  aud 
triumphant  completion. 

The  Blue  Ridge  Railroad  has  been  erroneously 
regarded  by  many  as  exclusively  a  Charleston  en- 
terprise, got  up  by  Charleston,  and  for  her  benefit 
alone.  It  has,  however,  been  shown  that  every 
portion  of  our  own  State  will  participate  largely  in 
its  beneficial  influences.  It  may  be  added  that  to 
limit  our  cduceptious  of  this  great  enterprise  to 
Charleston  or  to  South  Carolina,  is  to  take  a  nar- 
row view  of  its  character  and  magnitude.  There 
are  few  passes  through  the  mountains  which  se- 
parate the  Southern  from  the  Western  States ;  and 
State  lines  are  feeble  barriers  to  the  wants  and 
demands  of  an  already  large,  active  and  swelling 
population.  The  Blue  Ridge  Railroad  from  ita 
position,  must  be  the  shortest  threat  trunk  line  be- 
tween a  portion  of  the  Great  West  and  the  larger 
portion  of  Georgia,  Florida,  and  a  portion  of 
North  Carolina.  The  Blue  Ridge  Railroad  must, 
therefore,  bs  "  nationally  Southern"  in  its  charac- 
ter, the  great  highway  between  the  great  States  of 

the  West  and  the  Southern  Atlantic  States  sea- 
board, and  the  Gulf  of  Mexico  and  Florida,  to  be 
beneficial  alike  to  all  of  them.  And  this  fact,  so 
far  from  being  an  objectiou,  commends  it  more 
strongly  to  the  fostering  care  of  the  State,  because 
independent  of  that  feeling  of  amity  which  should 
ever  exist  between  communities  adjacent  to  each 
other,  and  having  similar  institutions,  the  wider 
the  area  of  support,  the  less  will  be  the  risk  and 
the  hazard  to  the  enterprise  in  the  construction. 

It  has  been  said  also  that,  unlike  our  Northern 
cities  and  States,  Charleston  and  Savannah  and 
South  Carolina  and  Georgia  have  not  the  foreign 


▼ancing  in  population  and  wealth  more  rapidly  (trade  or  the  population  to  sustain  a  work  of  so 


much  cost,  and  that  the  railroad  will  pass  through 
a  thinly  populated  and  poor  country. 

Toestablish  a  foreign  trade,  markets  must  first  be 
opened  for  the  sale  of  imports.  A  tithe  only  of 
the  imports  >into  our  Northern  cities  are  consumed 
by  them,  and  in  relation  even  to  Charleston,  three- 
fourths  nearly  of  her  sales  of  merchandize  are 
made  beyond  the  limits  of  the  State.  The  North- 
ern cities  have  scaled  the  mountains,  and  are  mul- 
tiplying their  railroads  everywhere,  openiig  new 
markets  as  essential  to  the  maintainance  of  their 
foreign  trade.  As  yet  Charleston  and  Savannah 
have  hardly  more  than  reached  Chattanooga ;  and 
yet  with  the  great  West  not  yet  reached,  both 
Charleston  and  Savannah  are  increasing  in  popu- 
lation, and  new  life  appears  in  their  streets,  after 
a  long  and  palsied  existence.  And  why  may  they 
not  enter  fairly  into  the  lists  with  their  Northern 
rivals  1  Why  may  they  not  have  a  foreign  trade 
of  their  own  1  Why  may  they  not  bring  to  their 
own  warehouses  the  products  of  the  West  over 
their  own  railroads,  a  few  hundred  miles  in  length, 
instead  of  drawing  them  by  circuitous  channels, 
over  highways  not  their  own  1  They  have  all  the 
advantages  of  position.  They  lie  in  the  very  track 
of  the  West  India  and  South  American  trade,  and 
their  cotton-loaded  vessels  for  Europe,  require  as 
ballast  the  heavier  products  of  the  West,  Indian 
Corn,  Wheat,  Copper  ore,  &c.;  and  as  relates  to 
distance,  taking  Cincinnati  as  the  most  unfavor- 
able point  of  comparison,  Cincinnati  by  the  Blue 
Ridge,  will  be  632  miles  from  Charleston,  and  Cin- 
cinnati from  New  York  is  860  miles  over  the  shor- 
test route,  Philadelphia  760,  and  Baltimore  about 
720  miles;  Baltimore  will,  however,  soon  be  but 
within  580  miles  of  Cincinnati — but  still  Baltimore 
is  200  miles  from  the  sea,  and  Philadelphia  100 
miles.  The  comparison  is  still  more  in  favor  of 
Charleston  from  all  points  west  of  Cincinnati. 
Thus  Louisville  will  be  from  Charleston  610  miles, 
while  from  all  the  Northern  cities  she  will  be 
further  removed  than  Cincinnati.  Geographically 
nearer  therefore,  with  a  climate  permitting  trans- 
pcrtation  and  travel  at  all  seasons,  and  with  rail- 
roads of  easier  and  lighter  grades,  Charleston, 
with  the  markets  of  the  West,  opened^  her,  may 
establish,  in  time,  a  large  direct  foreign  import,  as 
she  already  has  a  large  export  trade. — Looking 
also  to  the  country  through  which  the  Blue  Ridge 
Railroad  will  pass,  there  is  nothing  to  discourage 

US. — Pickens  and  Anderson,  in  our  own  State, 

contain  a  population  of  38,379,  and  with  facilities 
for  manuring  their  lands,  are  susceptible  of  vast 
improvement-  A  population  of  some  18,000  to 
20,000  in  Georgia  will  be  tribotary  tothe  road ;  ia 
North-Carolina,  20,000 ;  and  East  Tennessee,  with 
vast  agricultural  ani  mineral  wealth  hitherto  shut 
out  from  all  the  advantages  of  a  market,  with  a 
population  of  200,000,  will  at  once  pour  upon  us 
the  fruits  of  their  labors.  Already  her  copper 
mines  are  extensively  worked,  and  at  no  distjut 
dJiy  will  furnish  a  large  busmess  to  the  road  and 
to  Charleston — a  trade  that  would  be  almost  en- 
tirely lost  to  us  by  a  road  across  the  Blue  Ridge 
further  east.  Charleston,  by  t.je  Blue  Ridge  Rail- 
road, will  be  360  miles  to  the  nearest,  and  433 
miles  to  the  remotest  of  them,  making  her  the 
nearest  seaport. 

A  direct  and  more  immediate  connexion  with  the 
Western  States  is  equally  important  to  our  borne 
trade,  which  in  the  United  States,  is  nsually  esti- 
mated at  double  the  amount  in  value  of  the  for- 
eign.   How  vastly  important  is  it  therefore,  to  the 

entire  South,  that  their  supplies  of  Western  pro- 
duce, of  which  they  are  always,  and  in  years  of 
scarcity,  very  large  consumers,  should  be  brought 
to  their  own  doors  by  the  shorter  route  across  the 
Blue  Ridge,  than  by  th«  way  of  New  Orleans  on 
the  one  side,  or  Baltimore,  New  York  and  Phila- 
delphia on  the  other,  burthened  with  a  longer  rail- 
road transportation  than  by  their  own  railroads, 
and  as  many  miles  besides,  (and  in  most  instances 
vastly  more)  of  sea  navigation. 

The  directors  desire  to  bring  to  the  view  of  the 
Stockholders  also,  the  vast  advantages  which  the 
Blue  Ridge  Railroad  will  possess  over  any  otber, 
raiiroad  that  may  be  located  east  of  it.    In  tb» 
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first  pl«ce,  it  is  now  well  known  that  the  great  cop- 
per ore  region  in  Tennessee  commences  in  Polk 
and  extends  north-east  to  Green  county.  The  Blue 
Ridge  Railroad  will  strike  into  the  very  centre  of 
this  region,  making  Charleston  its  very  nearest 
market  on  the  seaboad.  And  in  the  next  place,  a 
railroad  is  now  being  constructed  from  Chattanoo- 
ga to  Cleveland,  and  another  from  some  poiut  on 
the  East  Tennessee  and  Georgia  Railroad  to  con- 
nect with  the  Blue  Ridge  Railroad  at  or  near  the 
Cbilhowa  mountain.  This  connection  will  enable 
the  Blue  Ridge  Railroad  to  compete  for  the  trade 
of  North  Alabama,  Mississippi,  and  South  Tennes- 
see, centering  at  Chattanooga,  as  well  as  that  which 
willdescend  from  Nashville  and  the  Nashville  Chat- 
tanooga Railroad.  A  railroad  further  east  would  be 
beyond  the  reach  of  this  trade,  and  as  it  would  not 
shorten  the  distance,  between  Cincinati  and  Louis- 
ville and  the  South  Atlantic  seaboar  1 ,  the  advan- 
tages in  favor  of  the  Blue  Ridge  Railroad,  are  con- 
clusive. At  the  risk  of  being  tedious,  the  Direct- 
ors have  deemed  it  their  duty  to  place  before  the 
Stockholders,  and  through  the  Stockholders  before 
the  public,  the  true  character  and  scope  of  the 
great  enterprise  in  which  they  are  embarked. 

Enough  probably  has  been  said,  but  looking  to 
the  future  where  shall  the  South,  and  where  shall 
Charleston  be  placed,  if  we  do  not  identify  our- 
selves with  the  great  and  growing  fortunes  of  the 
West.  The  Hon.  Robert  J.  Walker,  in  his  cele. 
brated  report  to  the  Treasury  in  1847,  states  that, 
"  our  population  doubles  once  every  twenty- three 
years,  and  our  products  quadruple  in  the  same  pe- 
riod." 

Now,  the  aggregate  increase  in  the  population 
of  the  States  which  will  be  brought  into  more  di- 
rect and  immediate  commercial  intercourse  with 
us  by  the  Blue  Ridge  Railroad,  increased  in  pop- 
ulation in  the  ten  years  ending  1850,  near  49  per 
cent,  and  Alabama  and  Misissippi  30  per  cent,  and 
62  per  cent,  respectively.  The  estimated  popula- 
tion of  the  former  States  in  1862,  as  already  stated, 
was  near  10,000,000,  and  tbe  value  of  their  perso- 
nal property  was  estimated  at  a  value  of  $2,817,- 
392,369.  The  estimated  population  of  Alabama 
and  Mississippi  in  1652,  was  1,529,830,  and  the  val- 
ue of  their  real  and  personal  property  $502,871,- 
008.  Now,  applying  the  fact  stated  by  Mr.  Walk- 
er to  the  already  existing  population  and  wealth 
of  the  States  referred  to,  and  in  another  twenty- 
three  years  their  population  will  be  23,039,660, 
and  the  value  of  their  real  and  personal  property, 
vrbich  it  may  be  assumed  will  maintain  a  relative 
value  to  their  productions,  will  reach  $11,521,000,- 
000.  Is  it  not  evident,  therefore,  that  the  com- 
merce of  no  State  or  city  on  the  seaboard,  North 
or  South,  can  maintain  its  relative  position  with- 
out a  direct  and  immediate  intercourse  with  this 
vast  section  of  our  country;  and  that  it  iseqnally  the 
duty,  as  it  is  the  interest  of  each  community,  and 
more  especially  the  commercial  emporiums  on  the 
seaboard,  in  a  laudable  ambition  to  maintain  its 
own  commercial  indi.'peudence  and  equality,  to 
appropriate  and  make  tributary  the  trade  of  those 
great  sections  most  adjacent  to  them.  The  Blue 
Ridge  Railroad  will  accomplish  this  for  our  State 
and  its  commercial  capital.  It  will  restore  to  us 
that  which,  by  proximity  and  geographical  posi- 
tion, should  long  since  have  been  ours.  And  it 
may  safely  be  added,  at  little  hazard,  for  its  mag- 
nitude and  the  advancing  condition  of  the  country, 
Aimish  the  strongest  guarantee  against  failure  or 
loss.  Can  tbe  State,  in  view  of  all  the  facts  stated, 
refuse  its  aid  1  To  pause,  while  others  are  advan- 
cing, is  tO  widen  the  distance,  already  too  great, 
between  us  and  our  more  enterprising  Northern 
rivals.  Charleston,  by  her  subscription,  has  given 
assorance  of  her  earnestness  and  deep  interest  in 
ibis  great  enterprise.  And  now  it  is  for  the  Leg- 
islature to  determine  whether  this  great  work,  the 
neeessity  for  which  the  liviLgand  the  dead  attest, 
originating  in  no  private  or  puplic  speculation,  but 
founded  on  tbe  broadest  brinciples  of  the  public 
good,  shall  be  permitted  to  struggle  through  a  long 
and  protracted  period  of  doubt  and  anxious  un- 
certainty, dispiriting  and  discouraging  to  our  peo- 
ple, or  whether,  by  timely  and  efficient  aid,  they 


will  place  it  beyond  the  reach  t)f  casuality,  ensure 
its  rapid  completion,  and  thus  give  new  life  to  our 
commerce,  expand  the  field  of  our  industrial  em- 
ployments, and  furnish  scope  within  our  own  lim- 
its to  the  genius,  the  enterprise,  and  the  ambition 
of  our  people.  That  she  will  do  so,  the  Directors 
cannot  permit  themselves  to  entertain  a  doubt. 
"  In  behalf  of  the  Road." 

HENRY  GOURDIN,  President 
r  of  the  Blue  Ridge  Railroad 
Company  in  South  Carolina. 

Nearly  tbe  whole  distance  from  Anderson  to  the 
North  Carolina  State  Line,  where  the  waters  of 
the  Tennessee  River  are  intersected,  is  through 
the  ranges  of  the  Blue  Ridge.  The  route  is  con- 
sequently a  difficult  one.  The  following  is  the 
estimated  cost  of  that  portion  of  tbe  road  lying  in 
the  Slates  of  South  Carolina,  Georgia,  and  North 
Carolina. 

Graduation.         Rails. 
60}4  miles  in  South  Ca- 
rolina  $1,981,110  $404,000 

17      miles  in  Georgia . .     ,086,525  140,000 
74      miles  in  North  Ca- 
rolina      1,396,000            592,000 


141K  miles. 


$4,063,635 
1,136,000 

Add  for  equipment 500,000 

„     „   interest 250,000 


1^,136,000 


$5,949,635 

There  will  be  about  two  miles  of  tunnelling  on 
the  line. 

These  estimates  are  vouched  for  by  Mr.  B.  H. 
Latrobe,  the  distinguished  engineer  of  the  Balti- 
more and  Ohio  Railroad  who  at  the  request  of  the 
company  made  a  personal  examination  of  the  por- 
tion of  the  line  above  described. 


Tbe  Texas  Debt. 

Prom  tkc    Washington  Union,  July  25. 

The  bill  for  the  adjustment  and  satisfaction  of 
the  claims  of  the  Texas  creditors,  to  which  we 
have  already  adverted,  proposes  a  final  settlement 
of  a  subject  which  has  been  pending  for  eight 
years,  and  which  has  proved  to  be  full  of  embar- 
rassment to  all  concerned.  When  Texas  was  an- 
nexed to  the  Union,  her  revolutionary  debt  was 

unpaid — its  amount  being,  according  to  our  re- 
collection, something  more  than  ten  millions  of  dol- 
lars ,  and  for  the  payment  of  it  her  revenues  were 
Specifically  pledged.  It  has  been  maintained  by 
very  eminent  statesmen  and  jurists,  that  one  of  the 
legal  consequences  of  the  incorporation  of  Texas 
into  our  Union  was,  that  the  Government  of  the 
United  States  became  responsible  lor  the  payment 
of  this  debt.  It  is  certain,  however,  that  the  rev- 
enues pledged  were  thereby  made  to  inure  to  the 
United  States,  and  not  to  the  State  of  Texas. — 
When  the  question  as  to  the  boundary  of  Texas 
was  adjusted,  in  1850,  the  United  States  agreed 
to  pay  ten  millions  of  dollars  in  bonds  bearing 
five  per  cent,  interest,  and  payable  in  1864,  foi 
the  relinquishment  by  Texas  of  her  claim  to  the 
territory  in  dispute,  five  millions  of  which  bonds 
were  to  be  held  by  the  United  States  until  the 
creditors  of  Texas  file  full  releases  of  their  claims. 
Tbe  creditors  declined  to  file  releases  because 
their  claims  amounted  to  more  than  double  the 
sums  so  held  by  the  United  States.  Oo  the  other 
hand,  the  State  of  Texas  declined  to  recognize  the 
claims  of  her  creditors  to  their  lull  amount,  but 
insisted  on  scaling  them  and  making  a  pro  rata 
payment,  according  to  a  fixed  rate  of  scaling. — 
The  bonds  have  been  returned  by  the  Government 
in  consequence  ot  these  embarrassing  questions, 
and,  together  with  the  interest  and  premium, 
amount,  on  the  Ist  of  January,  1855,  to  six  and  a 
half  millions  of  dollars.  This  amount,  it  is  uni- 
versally conceded,  the  United  States  are  bound  to 
pay  either  to  Texas  or  to  her  creditors;  and  if  ths 
payment  is  deferred  until  1864,  when  the  bonds 


are  payable,  it  is  conceded  by  all  that  the  United 
States  will  have  to  pay  eight  and  a  half  millions. 
This  is  the  amount  which  the  bill  proposes  to  pay 
now,  in  lieu  of  issuing  the  bonds  and  deferring 
their  payment  until  1864. 

The  only  question  which  embarrasses  the  pas- 
sage of  the  bill,  as  far  as  we  are  advised,  arises 
from  the  proposition  to  pay  eight  and  a  half  mil- 
lions instead  of  the  six  and  a  half  millions  already  due. 
Tne  reasons  on  which  the  Senate  bill  was  passed 
in  its  present  shape,  as  we  gather  ft-om  the  report 
of  the  finance  Committee  and  from  the  debates  on 
the  measure  in  the  Senate,  may  be  stated  in  brief 
as  follows : 

It  is  a  controversy  between  Texas,  her  credi- 
tors, and  the  United  States.  Texas  is  unwilling  to 
satisfy  the  claims  at  their  nominal  amounts,  bat 
insists  on  scaling  t^em.  The  creditors  refuse  to 
submit  to  the  rate  of  scaling.  So  long  as  this  con- 
troversy continues,  the  United  States  must  bold 
the  five  millions  of  bonds,  bearing  an  annual  in- 
terest of  5  per  cent.  The  Government  cannot 
hand  them  over  until  realeases  are  filed,  and  re- 
leases cannot  be  filed  except  upon  an  agreement 
between  Texas  and  her  creditors.  Besides  these 
difficulties,  Texas  and  her  creditors  maintain,  and 
with  a  force  of  legal  and  moral  persuasion  which 
it  is  very  difficult  to  resist,  that  the  Government 
of  the  United  States  is  responsible  not  only  for  tbe 
five  millions,  but  for  the  entire  debt,  which 
amounts  to  eleven  and  a  half  millions. 

In  this  state  of  things,  it  is  believed  to  be  mor- 
ally certain  that  Texas  will  not  give  her  assent  to 
any  measure  which  merely  distributes  the  five 
millions  and  leaves  her  liability  for  the  remaning 
six  and  a  half  millions  unsetUed.  On  the  other 
hand,  it  is  equally  certain  that  the  creditors  will 
not  relinguish  their  entire  claims  upon  the  pay- 
ment of  'ess  than  half  their  amount.  They  believe 
that  the  United  States  are  responsible  for  the  en- 
tire amount,  and  in  this  opinion  they  are  sustained 
by  Senators  who  have  examined  the  whole  ques- 
tion; and  they  are,  therefore,  unwilling  to  lose 
more  than  half  their  claims.  The  case  suggest 
the  necessity  for  a  compromise,  and  the  bill  is 
framed  upon  the  principle  of  a  compromise.  It  is 
to  be  submitted  to  Texas,  and  we  have  every  as- 
surance that  she  will  give  her  assent.  The  credi- 
tors have  already  signified  their  assent,  and  itonly 
awaits  the  sanction  of  the  House  to  become  a 
consumated  adjustment.  Texas  will  be  benefited 
by  having   her  revolntionary   debt  paid  and  her 

credit  greatly  elevated.    The  creditors  lose  three 

millions  of  their  claims,  but  have  agreed  to  snbmit 

to  the  loss  in  consideration  of  prompt  payment, 

and  becanse  they  have  already  sustained  heavy 
sacrifices  in  the  past  delay.  The  United  States 
are  relieved  from  the  question  as  to  their  liability 
for  the  eleven  millions  and  a  half,  and,  upon  the 
supposition  that  th«y  are  resi)onsibIe,  save  three 
millions  by  the  debt. 

As  a  financial  operation,  the  bill  before  tbe 
House  seems  to  us  wise  and  desirable  for  the  Gov- 
ernment. Five  million  dollars  of  United  States 
Bonds,  bearing  5  jier  cent,  interest,  belonging 
either  to  the  State  of  Texas  or  her  erf  ditors,  are 
held  in  trust  by  the  Government.  They  were  is- 
sued, we  think,  in  January  of  1861.  They  are 
not  redeemable  by  the  Government,  unless  by  the 
consent  of  the  holders,  till  January,  1866.  The 
principal  of  the  Bonds,  the  premiums  the  holders 
could  receive  if  they  were  to  sell  them  in  the  mark- 
et now,  and  the  interest  due  up  to  January,  1855, 
amounts  to  about  $6,600,000.  Now,  as  tbe  Bends 
are  lying  in  the  Treasury  and  drawing  interest, 
which,  together  with  the  principal  and  premium, 
in  January,  1865,  would  amount  to  $8,500,000, 
and,  as  the  Treasury  is  overflowing,  and  tbe 
money  is  lying  idle  in  the  Government  vaults,  and 
as,  in  1865,  the  Government  must  pay  the  amount 
proposed  in  the  bill,  and,  in  the  meai'time,  proba- 
bly realize  no  benefit  from  ihe  money,  it  would 
seem  that,  aside  from  the  consideration  of  secur- 
ing a  release  of  upwards  of  eleven  millions,  it  would 
be  the  part  of  justice  for  tbe  Government  to  pay 
tbe  amount,  and  thus  put  it  in  circulation  for  the 
benefit  of  honest  creditors,  and  tbe  partial  relief 
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of  the  commercial  interest  of  the  nation.  Hence,  | 
both  as  a  financial  operation  and  as  a  compromise 
adjustment  of  embarrassing  and  irritating  ques- 
tiooa,  we  can  but  hope  that  the  bill  will  be  as  tri- 
umphantly passed  by  the  House  as  it  has  been  by 
the  Senate. 

Ogdenabarg  Railroad. 

The  annual  meeting  of  the  Ogdensburgh  Rail- 
road Company  was  held  at  Ogdensburgh  this 
week.  We  find  the  following  synopsis  of  the  re- 
port in  The  Boston  Journal : 

"  The  financial  statements  and  road  operations 
are  brought  up  to  June  30,  1854  : 
The  liabililies  in  Stock,  Bonds  and 

Notes  payable  and  misccfllaneous 

oblications  are $6,183,120  35 

Cost  of  road  and  equipment 4,720,635  81 


Excess  of  liabilities Sl,462,457  64 

Property    and    credits 
connected  with   con- 
struction account. .  .$199,158  95 
Bond  Int.  over  Income     50,332  71 

Interest 413,120  82 

Discount  on  bonds....    515,767  62 
Outstanding   due  Traf- 
fic Department 248,097  44 

$1,462,557  54 

"  The  amount  of  $1,015,221,  representing  inter 
est,  bond  discount  and  construction  fund,  applied 
in  payment  of  bond  interest,  is  carried  to  debit  of 
profit  and  loss. 

"  The  earnings  in  1853  were  $548,381  76,  being 
again  of  $73,500  over  1852. 

"  The  expenditures  in  1853  were  $366,679  74, 
being  an  increase  of  $56,000  compared  with  1852. 
■  One  item  in  the  increase  of  expenses  is  new  iron, 
to  the  amount  of  $22,500. 

"  The  half  year  shows  a  gain  in  earnings  of  $27,- 
000,  while  the  increase  in  expenses  was  $23,000, 
,  of  which  new  iron  was  $18,000. 

"  The  traffic  of  1852  and  1853  paid  in  gross  2.29 
cents  per  tun  per  mile,  while  the  expenses  aver- 
aged, exclusive  of  depivciation,  1.49  cents  per  tun 
per  mile.  It  is  estimated  that  allowing  lor  depre- 
ciation, the  average  net  profit  on  the  trafiic  has 
been  005. 

"  The  tari  AT  question  is  treated  at  great  length. 
The  prevailing  system  of  low  charges  as  a  conces- 
sion to  public  clamor,  is  referred  to  as  ruinous, 
and  it  is  urged  to  change  the  policy  by  abandon- 
ing all  business  which  does  not  pay  a  fair  and  rea- 
.  Bonable  profit.  To  surrender  non-compensating 
business  will  in  the  end  promote  the  interest  of 
the  company.  The  productive  basi.s  is  net,  not 
gross  inoomt^  and  net  income  is  not  the  difference 
between  gros.s  earning  and  payments.  The  compu- 
tation must  include  an  allowance  for  depreciation 
over  renewals,  if  ^  reliable  result  is  sought 
for. 

"  The  bond  liability  is  $4,068,000,  and  in  addi- 
.  tion,  there  is  iu  amount  $167,000  out  as  collater- 
al. 

"  The  floating  debt  to  be  provided  for  is  $350,- 
000,  having  been  reduced  from  about  $1,050,000 
since  the  date  of  the  last  report, 

"Arrangements  have  been  made  with  note  cred- 
itors for  an  extension  to  Juiy  1,  1855. 

"  It  is  estimated  when  the  floating  debt  is  fund- 
ed, the  bonds  i-ssued  will  not  be  over  $4,500,000, 
to  pay  interest  on  which  a  nei  income  of  $315,000 
will  be  required. 
"  The  suits  with  the  estate  of  contractors  Belk- 
:  nap  and  Mr.  Parish,  have  been  adjusted  at  a  cost 
of  about  $56,000. 

"  The  work  in  the  Malone  shops  was  suspended 

,  in  July,  1853.     The  amount  expended  is  $53,000. 

A  further  sum  of  $133,000  is  required  to  furnish 

.them  as  originally  designed. 

.  "  The  contract  with  Mr.  HortonofMalone,isallud- 

.  ed  to  as  .in  obstacle  to  any  change  in  the  location 

.of  the  principal  business  office  and  shop  of  the 

iCompaay.     It  is  thought  that  Ogdeosburg  is  the 

most  desirable  place  for  the  main  station. 

"  The  locomotives  are  reported  in  good  condi- 


tion, as  are  the  passenger  cars.  The  iron  and 
freight  cars  are  greatly  depreciated.  It  is  estima- 
ted that  an  expenditure  of  $30,000  per  annum 
during  the  next  five  years,  will  be  required  to 
maintain  the  track. 

"  An  addition  to  the  force  of  freight  cars  is  ne- 
cessary." 

American  Iron  for    Ilailron<l«--Iron  Moun- 
tain Pig  for  Car  IVheoU. 

The  St.  Louis  Republican  has  the  following  on 
this  subject. 

The  innumerable  deposits  of  iron  ore  in  the  Uni- 
ted State8,fumi8h  as  great  a  diversity,  and  as  good 
a  quality,  of  that  material  as  can  be  found  iu  the 
world.  Yet  in  malleable  iron  we  make  nothing 
like  the  Swedes;  while  in  pig,  we  make  nothing 
with  either  our  bituminous,  or  our  anlhracit- 
coal,  equal  to  the  Scotch.  Our  Juniata  mallea 
ble  iroD  is  as  strong  as  the  Swedes;  but  being 
softer,  will  not  wear  half  as  long,  in  either  a  horse- 
shoe or  a  log-chain.  The  Tennessee  iron  is  as  good 
as  the  Juniata,  and  the  Iron  Mountain  equal  to  eith- 
er, though  differing  from  both.  For  foundry  pur- 
poses, thert!  is  no  better  pig  than  that  made  in 
Southern  Ohio,  and  Nothern  Kentucky, — the  cold 
blast  iron  for  machinery, — the  hot-blast,  for  stoves 
and  hollow-ware.  I  greatly  doubt  whether  any 
hot  blast  pig  can  be  found  equal  in  strength  and 
excellence  to  that  of  Southern  Ohio.  But  the  sup- 
ply for  the  last  two  years  has  fallen  far  short  of 
the  demand.  This  demand  has  made  a  market  for 
millions  of  dollars  worth  of  Scotch  and  English 
pig,  and  raite,  that  ought  to  have  been  made  in 
this  country.  So  great  has  been  the  call,  that  the 
capacity  of  those  countries  to  produce  them  has 
proved  unequal  to  the  demand.  This  state  of  the 
iron  market  is  the  legitimate  result  of  the  new'rail- 
rojid  and  gold  developments.  The  railroads  diver- 
ted thousands  of  hands  fVom  agricultural,  and 
other  industrial  callings,  and  these  roads  created 
the  unusual  demand  for  iron;  hence  it  became 
scarce  and  dear.  Tens  of  thousands  flocked  to 
the  land  of  gold,  and  gold  became  abundant  and 
cheap.  But,  measured  either  by  gold  or  by  labor 
— iron,  has  found  a  proportional  value.  It  is 
worth  more — it  represents  more  labor  and  demands 
as  an  equivalent  of  exchange,  more  gold. 

The  relative  change  has  caused  the  springing 
up  of  innumerable  new  furnaces  in  our  own  country, 
induced  by  the  laudable  attempts  now  making  in  va 
rious  parts  of  the  United  States  to  manufacture 
iron  from  the  ore,  with  bituminous,  cannel  and  an 
thracite  coal,  and  established  new  rolling  mills 
to  make  rails  for  the  various  roads  progressing  in 
the  United  States.  The  Wisconsin  ores,  equal  to 
any  in  the  world,  are  yet  undeveloped.  The  Mis- 
souri mines  are  in  process  of  being  worked. — 
They  present  a  great  variety  of  ores,  and  have  re- 
quired a  largely  diversified  series  of^  experiments 
to  mitke  them  available.  But  they  arc  now  worked 
and  will  soon  bo  extensively  used. 

The  Pilot  Knob  makes  a  very  good  hot  blast 
iron  for  stoves.  The  Mountain  worked  with  cold 
blast  is  a  very  different  article.  It  will  not  make 
stoves  nor  hollow  ware.  Its  great  proclivity  to 
chill  or  to  become  carbonized,  renders  it  unfit  for 
light  machinery,  but  when  rightly  mixed  with 
other  iron,  it  is  the  best  iron  for  car  wheels  in  the 
world.  There  is  no  stronger  iron — none  that  is 
soft  and  strong  that  so  readily  chills,  and  hencee 
none  so  well  adapted  to  making  wheels. 

In  making  a  car  wheel,  two  things  are  indispen- 
sable— great  strength  and  a  hard  "  tread,"  or  jHjr- 
iphery.  It  must  be  strong,  for  a  weak  wheel  en- 
dangers human  life.  It  must  have  a  hard  tread  or 
it  immediately  wears  out.  This  is  easily  proved. 
A  break  is  placed  on  each  wheel  of  every  car,  and 
when  the  engineer  sounds  his  alarm,  the  brakes 
are  frequently  put  down  so  hard  tha  t  the  wheel 
slides  on  the  rail.  The  point  of  contact  between 
the  wheel  and  the  rail  is  but  a  point.  The  weight 
of  a  passenger  car  is  nearly  seven  tons;  with  thirty 
five  passengers  it  will  be  ab<mt  nine  tons,  or  over 
a  ton  to  each  wheel.  The  sliding  of  a  wheel  20  or 
30  rods  with  such  a  weight  upon  it,  will  soon  wear 
a  flat  place  on  the  "  tread"  unless  it  is  very  hard, 


and  when  once  it  begins  to  wear  it  soon  becomes 
mined;  inasmuch  as  this  flat  place  is  the  stopping 
point  when  the  brake  is  applied.  In  making  the 
double  plate  wheel  with  the  solid  hub,  the  plates 
crack  in  cooling.  To  obviate  this  difficulty,  the 
manufacturer  anneals  his  wheels;  but  if  the  wheel 
is  made  of  Iron  Mountain  pig,  it  may  bo  thrown 
out  of  the  moulds  as  ordinary  castings  are,  without 
breaking.  Hence,  as  foon  the  excellence  of  this  iron 
for  making  wheels  is  known,  it  will  be  eagerly 
sought  after,  and  all  that  is  made  will  be  used  for 
that  purpose.  I  speak  here  of  the  charcoal  iron. 
Whether  a  good  iron  can  be  made  from  any  of  the 
Missouri  ores  with  bituminous,  caunel  or  hard  coal, 
or  coke,  remains  to  be  tested.  In  its  solution  Mis- 
souri has  a  great  and  an  untold  interest,  the  impor- 
tance of  which  few  have  fully  considered, 

JAMES  L.  GAG&.    , 
St.  Louis,  July  6th,  1854. 

nilcliigan  Central  Railroad 

In  the  Journal  of  the  22  ult.,  wo  gave  a  portion 
of  the  report  of  the  President  of  this  road.  We 
now  annex  the  report  of  the  Treasurer. 

The  annual  accounts  of  the  Company,  for  the 
year  ending  31st  ult.,  are  herewith  respectfully 
submitted. 

The  Account  marked  A,  shows  the  standing,  of 
the  Company  in  General  Account.  By  a  compari- 
son of  this  with  the  account  of  the  previous  year, 
it  will  be  seen  that  the  Capital  Stock  has  been  in- 
creased in  the  sum  of  one  million  four  hundred 
and  forty-seven  thousand  dollars.  This  increase 
has  grown   out  of  a  creation  and  sale  of  Slock 

amounting  to $1,202,600  00 

and  by  the  conversion  of  Bonds 
on  the  first  of  January,  amount- 
ing to 244,500  00 

•     -  •    *■      $1,447,000  00 

The  Bonded  Debt  remains  very  nearly  the  same 
as  the  previous  year,  being  only  some  ten  thous- 
and tlollars  less,  and  amounting  in  the  aggregate 
to  three  million,  niue  hundred  and  eighty-five 
thousand,  sixty-thrte  dollars  and  thirty-three 
cents. 

The  proceeds  ef  the  sales  arising  from  the  in- 
crease of  Stock,  have  been  appropriated  in  pay- 
ment as  follows, — to  account  of  "  Construction 
No.  2,"  seven  hundred  and  thirty-four  dollars  and 
seventy-one  cents  ;  to  reducing  the  balance  of  the 
"Bills  Payable  and  Receivable  Account,"  in  the 
sum  of  three  hundred  and  thirty -six  thousand,  six 
hundred  and  six  dollars  and  ninety-nine  cents ;  to 
a  furtlier  payment  to  the  New  Albany  and  Salem 
Railroad  Company,  of  one  hundred  and  fifty-two 
thousand,  eight  hundred  and  seventy- three  dollars 
and  three  cents ;  to  payment  on  account  of  new 
Steam  Boats,  of  one  hundred  and  thirty-eight 
thousand,  six  hundred  and  sixty-ono  dollars  and 
ninety-four  cents,  and  by  an  increase  of  the  Cash 
on  hand  the  remaining  balance. 

The  paper  marked  B,  gives  the  standing  of  the 
Company  in  Income  Account,  and  shows  a  bal- 
ance to  the  credit  of  this  account,  of  twelve  thous- 
and, one  hundred  and  ninety-one  dollars  and  eigh- 
ty-nine cents.  The  previous  year's  account  gave 
a  balance  of  fourteen  thousand,  three  hundred 
and  thirty- five  dollars  and  forty-five  cents  against 
the  account,  so  that  the  net  earnings  of  last  year 
have,  in  addition  to  the  payment  of  the  dividend 
of  eight  per  cent.,  paid  the  previous  balance 
against  the  account,  and  leflthc  amount  to  its 
credit,  as  herewith  stated. 

The  paper  marked  C,  gives  the  gross  receipts 
and  the  amount  of  Operating  and  luterest  Accounts 
for  the  year.  '„.;',  ^.•  ..' 

Total  Receipts  being , $1,593,696  34 

Receipts  of  the  previous  year 1,149,537  71 

Increase ^. $439,067  63 

Operating  and  Interest  Account.  ...$1,173,632  00 
Do.  of  the  previous  year 846,031  66 


Increase $327,600  46 

The  various  Railroads  with  which  the  Company 
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is  connected,  growing  out  of  its  extension  from 
New  Buffalo  to  Chicago,  and  having  relation  to 
its  future  business  whenever  these  arrangements 
shall  be  matured,  have  of  necessity  made  it  obli- 
gatory to  carry  a  large  amount  of  floating  debt. 
Your  Treasurer,  in  now  closing  his  final  Report  as 
the  financial  officer  of  the  Company,  cannot  doubt 
that  these  expenditures  iu  the  end  will  be  found 
to  have  been  judicious,  and  that  the  Stockholders 
will  fully  reap  a  benefit  from  all  advances  upon 
that  account.  Geo.  B.  Upton. 


7Ti«  Muhigan  Central  Railroad  Company  in  Gen- 
trtd  Account.  '•■..... 

1854,  June  1.  ok. 

To  Capital  Stock S5,681,000  00 

To  Bond  Account — 6 

per  cent.    Sterling  ,, 
Bonds,  unconverti- 
ble        463,613  33 

8  per  cent.  Bonds  un- 
convertible      1,202,450  00 

8    per    cent.    Bonds, 

convertible 2,319,000  00 

3,985,063  33 

To  Income  account,  balances  of  this 

account 12,191  89 

To  Bills  payable    and  receivable, 
balance  of  this  account 294,509  85 

To  Unpaid  Dividend 488  00 


$9,951,999  36 
1854,  June  1.  en. 

By  Construction  No.  1,  Purchase  of 

road $2,000,000  00 

By  Construction  No.  2,  Expenditur- 
es since  purchase 7,134,286  81 

Bj  Cash  on  hand 66,329  71 

By  Cash  in  hands  U.  T.  Howe 140,886  81 

By  Cash  iu  hands  E    Noyes 97,264  77 

By. New  Albany  and  Salem  Railroad 

Company 405,883  03 

By  Steamboats 138,661  94 


E.  E.  $9,951,999  36 

Boston,  June  1.  1854.    Geo.  B.  Upton,  Treasurer. 

B. 
Income  Account.     Receipts  of  Road. 

1864,  June  1.  dr. 

The  Receipts  of  Road,  from  June  1 , 

1863,  to  June  1,1854,  per   state- 

ment  C $1,588,595  34 

To    Balance   of  Income    Account, 

this  day 12,191  89 

1854,  June  1.  cr. 

By  Balance  of  this  Account,  per 

Treasurer's  Report   of  June    1, 

1853 $14,335  45 

By    Dividend   declared    December 

28th,  1853,  8  per  cent 388,536  00 

By  Operating  and  Interest  Account, 

from  June  1,  1853,   to  June   1, 

1864 1,173,532  00 

By  Balance  to  new  Account 12,191  89 


E.  E.  $1,588,696  34 

Geo.  B.  Upton,  Treasurer. 
C. 

Gross  Receipts  of  Road  for  Year  ending  May  31, 
1864. 

Passen's.  Miscel's. 
$65,934 

71,008 

54,814 

76,239 
101,547 
116,130 

40,193 


Boston,  June  1,  1854. 


1853.       Freight. 

June $27,322 

July 43,433 


68,154 
61,021 
70,089 
92,076 
42,265 


August 
September. 
October.. . 
November. 
December. 

1864. 
January...  37,376 
February..  47,693 
March ....    33,751 

April 40,757 

May 98,876 


$5,673 
2,500 


6,026 
60,000 


Total 
$88,830 
116,942 
122,968 
137,260 
177,662 
258,205 
83,448 


26,655 
39,491 
58,566 
64.180 
136;727 


1,000 

'   '  391 
18,818 


64,032 

88,184 

92,306 

105,829 

263,422 


S663,808     840,477     84,309    1,688,595 
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THE    LIABILITY     OF     THE     DIBECTORS     OF    CORPORA- 
TIONS   FOR   THE    ACTS    OE   THEIR    AGENTS. 

The  law  relative  to  this  subject  is,  substantially, 
summed  up  as  follows  in  the  standard  Treatise  of 
Angell  and  Ames  on  corporation.':, 

The  officers  and  agents  of  corporations,  who  ab- 
use their  trust,  misapply  the  funds  of  such  corpo- 
rations or  through  negligence  suffer  the  corporate 
property  with  which  they  are  entrusted  to  be  lost 
are  personally  liable  for  the  injury  thereby  occa- 
sioned. 

Yet  no  exemption  from  human  error,  no  infalli- 
bility is  to  be  enacted  from  the  agents  of  corpora- 
tions. They  arc  not  liable  unless  justly  cliargable 
with  negligence  or  with  fraud,  or  with  gross  igno- 
rance concerning  their  duties  which  they  have 
undertaken  to  preform. 

The  directors  or  managers  of  a  company  are  not 
to  be  regarded  as  sureties  for  the  good  conduct  of 
their  subordinate  officers.  Yet  they  would  be  li- 
able for  the  damages  consequent  upon  the  ap- 
pointment of  an  officer  who  should  be  notoriously 
incompetent  to  discharge  the  duties  he  had  as- 
sumed, whom  they  should  know  to  be  unworthy 
of  confidence. 

The  directors  of  corporations  are  bound  to  ex- 
ercise the  same  care  and  vigilance  which  prudent 
men  observe  in  regard  to  their  private  concerns. 
They  are  not  expected  to  display  any  highly  pre- 
eminent keenness  of  discernment.  And  if  an  of- 
ficer should  by  means  of  forgeries  or  fraudulent 
alterations  or  entries  in  his  book  of  account  be 
able  to  conceal  his  misdeeds  and  to  elude  thorough 
scrutiny,  the  directors  would  not  be  liable  for  the 
the  losses  which  the  acts  of  such  officer  should 
occasion. 

In  short  there  is  ro  very  material  difference  be- 
tween the  consequences  of  the  frauds  of  agents, 
whether  they  derive  their  authority  from  cortiora- 
tions  or  from  private  individuals. 

But  next  the  following  question  suggests  itself 

In  the  case  of  a  party  aggrieved  by  the  negli- 
gence of  the  directors  of  a  corporation,  to  whom 
shall  he  resort  for  indemnity  ]  To  the  corporation 
concerned  or  to  the  directors  by  whom  they  have 
been  compromised  1 

The  general  principle  controlling  this  subject  as 
laid  down  by  Story  and  other  leading  writers  upon 
agency  may  be  stated  thus : 

An  agent  is  liable  to  third  persons  for  acts  of 
positive  and  icilful  wrong ;  but  for  mere  mistakes 
and  negligences  in  the  course  of  his  business  and 
within  the  scope  of  his  authority  he  is  answerable 
only  to  his  principal,  and  the  principal  is  answer- 
able even  to  any  third  party  who  may  have  been 
injured  by  those  mistakes  or  negligences. 

MODIFYING     CONTRACTS     BV     WAIVEK     OF    8TIPULA- 
■:^.-''     -'v  TIONS,         •.^•-^'•',         . 

A  decision  touching  this  matter  has  lately  been 
made  by  the  Supreme  Court  at  general  term  in  the 
case  of  Bailctj  against  Tie  Western  Vermont  Rail- 
road Cuvipany. — The  plaintiff  iu  this  action  agreed 
to  ship  to  the  defendants  5,600  tous  of  iron — 500 
in  June,  1851,  2,500  in  July,  and  2,500  in  August, 
if  it  were  practicable  within  that  time.  The  de- 
fendants agreed  to  give  tjeir  notes  for  each  parcel 
of  iron  that  should  be  shipped,  on  receiving  each 
bill  of  lading.  No  iron  was  shipped  in  June,  and 
only  part  of  what  was  required  in  Jijly  and 
August.    By  the  25th  of  October,  only  2,900  tons 


were  shipped  in  all.  These,  however,  were  received 
by  the  defendants  wilkaut  objection,  but  they  did 
not  give  their  notes  from  that  time  until  the  24th 
of  April,  1852,  when  this  action  was  brought. 

The  decision  in  this  case  was  in  effect  as  follows 
and  was  given  by  Judge  Mitchell : 

The  defendants  by  accepting  part  of  the  iron, 
out  of  time,  and  without  objection,  waived  that 
part  of  the  contract  which  required  that  part  to 
be  delivered  in  due  time,  or  admitted  that  it  was 
delivered  as  soon  after  that  time  as  practicable. 
In  either  case  they  were  bound  to  give  their  notes. 
They  neglected  to  do  so.  This  discharged  the 
plaintiffs  from  any  obligation  to  deliver  the  rest 
of  the  iron  until  the  defendants  should  furnish 
their  notes  for  the  parts  delivered ;  and  entitled 
the  plaintiffs  to  commence  a  suit  for  the  notes 
which  should  have  been  given,  without  tendering 
the  delivery  of  the  rest  of  the  iron,  although  the 
time  for  the  delivery  of  all  the  iron  was  past  be- 
fore the  suit  was  brought.  The  contract  may  not 
be  rescinded  by  the  omission  of  the  defendants  to 
give  their  notes,  but  the  obligation  of  the  plaintiffs 
to  deliver  the  iron,  it  suspended  by  that  omissioa : 
and  consequently  it  was  unnecessary  for  plaintifib 
to  allege  that  they  had  tendered  the  whole  amount 
of  iron  in  accordance  with  th«  original  bargain. 

Morris  and  Essex  liallroad. 

T'/k  \ewark  Daily  Advertiser  gives  the  annexed 
particulars  of  the  improvements  going  on  for  the 
junction  o{  the  New  Jersey  and  Morris  and  Essex 
Road  in  that  city  : 

The  Morris  Company  has  already  laid  a  track 
nearly  to  the  river,  and  are  only  waiting  for  the 
completion  of  the  bridge  to  make  the  connection 
complete.  A  locomotive  crossed  upon  the  new 
track  on  the  evening  of  July  3.  The  Broad  st. 
crossing  is  laid  with  heavy  "  city  rail  "  on  a  level 
with  the  pavement.  The  bridge  is  a  stupendous 
work.  Massive  outside  walls  support  a  bed  of 
earth  in  Ogden  St.,  across  which  a  wooden  bridge 
will  be  flung.  Thus  far  the  work  has  been  done 
by  the  Morris  and  Essex  Railroad.  Immense 
stone  piers  then  uphold  a  series  of  iron  tressle- 
work  to  the  west  end  of  the  main  bridge  over  the 
river.  The  bridge  (which,  with  the  track  east  of 
the  river,  are  the  work  of  the  New  Jersey  Rail- 
road) is  in  itself  a  great  structure.  The  draw 
swings  on  a  pivot  with  fifty  feet  to  each  opening. 
The  streets  in  East  Newark  are  crossed  by  via- 
ducts high  above  them,  and  from  the  turnpike  to 
the  New  Jersey  Railroad  track  the  grade  descends 
till  the  tracks  unite. 

The  Morris  and  Essex  Company  have  cleared 
off  the  ground  which  they  intend  to  occupy,  and 
are  proceeding  with  their  improvements  on  the 
east  side  of  Broad  it.  Two  sets  of  tracks  have 
been  laid,  and  an  addititional  one  will  soon  be  put 
down.  A  brick  freight  house,  150  by  20,  with 
stone  trimmings,  and  a  slate  roof,  will  be  built  on 
the  comer  of  Spring  st.,  and  the  alley  between 
Division  and  Cross  Sts.  A  passenger  depot  will  be 
completed  as  speedily  as  possible,  and  until  it  is 
dnish(?d,  a  brick  house  in  Division  st.,  will  be  used 
instead  of  it. 

The  passenger  depot  will  be  of  Grecian  archi- 
tecture, 144  by  25  feet,  built  of  the  best  brick, 
with  stone  trimmings,  having  a  tower  in  the  cen- 
ter, and  Welch  slate  roof  It  will  be  two  stories 
high,  the  hight  of  the  eaves  being  30  feet  and  the 
tower  60.  It  will  front  on  Division  St.,  and  ex- 
tend to  the  track,  and  passengers  will  be  la.'Mled 
on  a  platform  in  the  rear.  Around  the  depot  will 
be  a  wide  space  for  carriges,  and  the  whole  busi- 
ness will  be  entirely  withdrawn  from  Broad  st. — 
The  dejjot  will  itself  be  an  ornament  to  that  part 
of  the  city,  and  great  attention  has  been  given  in 
the  plans  for  securing  every  possible  accomoda- 
tion, both  for  passengers  and  the  business  of  the 
road. 
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Tb«8e  improvementa,  so  far  as  they  are  n«ecee- 
sarj  to  connect  the  two  roads,  will  be  completed 
this  month,  and  the  rest  will  be  urged  forward  as 
speedily  as  possible.  By  the  terms  of  the  agree- 
ment between  the  two  companies,  both  hare  the 
power  of  running  trains  over  the  bridge — the  N. 
J.  R.  R.  Co.,  absolutely,  as  they  are  owners  of  it, 
and  the  M.  and  £.  R.  R.  Co.,  on  certain  condi- 
tions. 


American   Railroad  Journal. 


Saturdajrt  Ang:iist  5,  1854* 


Grand  Trunk  Hallroad  of  Canada. 

We  had  an  opportunity  a  few  days  since  of  pas 
sing  over  the  Portland  division  of  the  Grand 
Tmnk  Railway,  when  we  took  occasion  to  exam- 
ine with  some  minuteness,  the  condition  of  the 
road,  and  to  inquire  into  its  present  and  prospec- 
tive sources  of  income. 

The  road  is  nnquestiouably  one  of  the  best  con- 
structed works  of  this  kind  in  the  country. 
Though  traversing  for  nearly  100  miles  the  most 
mountainous  portion  of  the  Eastern  States,  it  has 
au  admirable  line,  with  no  grades  imposing  a  se- 
rious impediment  to  a  heavy  traffic.  There  is  no 
road  in  the  United  States,  where,  to  a  stranger, 
there  are  so  many  apparent  obstacles,  but  which 
disappear  one  after  another,  as  they  are  approach- 
ed. Just  the  appropriate  kind  of  solution  appears 
to  have  been  resorted  to  in  each  emergency,  and 
a  person  riding  over  the  road  experiences  a  satis> 
faction  similar  to  what  he  feels  at  the  contempla- 
tion of  any  perfect  specimen  of  art.  The  road  is 
certainly  one  of  our  best  specimens  of  engineering 
skill,  and  one  in  which  sciencehas  contributed  most 
in  guiding  and  assisting  laior.  The  work  may  be 
regarded  as  a  chef  d'ceuvre.  There  is  not  a  bad 
grade,  nor  a  tunnel,  nor  au  expensive  cutting  nor 
bridge,  on  the  line.  Every  important  road  but 
this  ha9  its  great  work,  its  culminating  difficulty. 
We  are  constantly  on  the  look  out  for  the  lion  on 
the  Grand  Trunk,  but  we  never  find  it. 

When  (he  road  was  commenced,  it  was  well 
understood  that  it  could  be  accomplished  only  by 
the  exercise  of  the  most  rigid  economy  of  expen- 
diture. The  means  for  the  first  division  of  160 
mUes  were  to  be  furnished  by  Portland,  a  city  of 
about  20,000  people.  The  engineer  had  to  "cut 
his  coat  to  the  cloth."  He  had  to  build  an  iiiex- 
pensive  road,  or  none  at  all.  He  saw  the  necessity 
of  making  a  good  one,  to  enable  it  accomplish  the 
result  predicated  of  it  He  succeeded  in  fulfilling 
both  conditions.  It  lay  with  the  engineer  to  say 
whether  the  road  should  be  built  at  all.  His  skill 
saved  the  project  from  an  early  defeat,  and  is  to 
be  the  means  of  its  ftiture  success. 

Since  the  road  has  been  merged  into  the  great 
Canadian  line,  a  large  force  has  been  kept  con- 
stantly employed  for  the  purpose  of  putting 
the  track  in  perfect  order,  by  ballasting  and  drain- 
ing and  in  supplying  additional  accommodations 
to  meet  the  increasing  business.  A  great  part  of 
the  road  bed  is  of  admirable  material,  and  nearly 
the  whole  line  is  in  excellent  working  order.  It 
is  intended  to  have  all  the  imrirovements  complet- 
ed before  the  close  of  the  season. 

The  earnings  of  the  road  which  now  average 
•boQt  $17,000  per  week  are  steadily  and  rapidly 
increasing  About  one  half  of  the  lower,  or  Port- 
land divl»i9^  ,or  75  miles,  traverses  an  excellent 
and  w  l]daUl«  4  (krauFv^  comitry,  which  will  com- 
pare lKT7>%biy      «oii  extent  of  production  and  in 
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NAME  OF  COMPANY. 
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Atlantic  and  St.  Lawrence. . .  Maine.  160 

Androscoggin  and  Kennebec. .  "  56 

Kennebec  and  Portland "  72 

Port.,  Saco  and  Portsmouth..  "  61 

York  and  Cumberland, "  20 

Boston,  Concord  and  Montreal.  N.  H.   93 

Concord "  36 

Cheshire "  64 

Northern "  82 

Manchester  and  Lawrence "  24 

Nashua  and  Lowell. "  16 

Portsmouth  and  Concord ....  "  47 

Sullivan "  26 

Connecticut  and  Passumpsic . .  Vt.     61 

Rutland "  120 

Vermont  Central "  117 

Vermont  and  Canada "  47 

Western  Vermont "  61 

Vermont  Valley "  24 

Boston  and  Lowell Mass.   28 

Boston  amd  Maine "  83 

Boston  and  Providence "  66 

Boston  and  Worcester "  69 

Cape  Cod  branch "  29 

Connecticut  River "  62 

Eastern "  68 

Fall  River "  42 

Fitchburg "  67 

New  Bedford  and  Taunton. . .  "  20 

Boston  and  New  York  Central  "  74 

Old  Colony "  46 

Taunton  Branch "  11 

Vermont  and  Massachusetts . .  "  77 

Worcester  and  Nashua "  46 

Western "  il65 

Stonington R.  I.     50 

Providence  and  Worcester.. .  "  40 

Canal Conn.   46 

Hartford  and  New  Haven "  72 

Housatonic "  HO 

Hartford,  Prov.  and  Fishkill . .  "  50 

New  London,  Wil.  and  Palmer  "  66 

New  York  and  New  Haven. . .  "  61 

Naugatuck "  62 

New  London  and  New  Haven.  "  55 

Norwich  and  Worcester "  64 

Buffalo  and  New  York  City..  N.  Y,    91 

Buffalo,  Coming  and  N.  York.  "  132 

Buflalo  and  State  Line "  69 

Canandaigua  and  Niagara  F . .  "  60 

Canandaigua  and  Elmira "  47 

Ci^uga  and  Susquehanna ....  '•  36 

Erie,  (New  York  and  Erie)...  "  164 

Hudson  River "  144 

Harlem "  130 

Long  Island "  96 

New  York  Central "  604 

Ogdensburgh  (Northern) "  118 

Oswego  and  Syracuse "  36 

Plattsburg  and  Montreal "  23 

Rensselaer  and  Saratoga "  26 

Rutland  and  Washington "  60 

Saratoga  and  Washington ....  "  41 

Troy  and  Rutland "  32 

Troy  and  Boston "  39 

Watertown  and  Rome "  96 

Camden  and  Amboy N.  J,  66 

Morris  and  Essex "  46 

New  Jersey "  31 

New  Jersey  Central "  63 

Cumberland  Valley Penn.  66 

Erie  and  North  East "  20 

Harrisburgh  and  Lancaster. . .  "  86 

Philadelphia  and  Reading "  96 

Philad.,  Wilmington  and  Bait.  "  98 


cS 


& 

o 


1,538,100 

824,863 

1,078,6781 

1,366,600! 

285,747! 

1,649,278 

1,486,000 

2,078,626 

3,016,634 

717,643 

600,000 


2,973,700 
1,043,640 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


21. 

o  » 

Eh 


none. 


1,097,6001 

2,486,0001 

8,500,000 

1,500,000 

392,000 


660,000 
2,429,100 
3,600,000 

700,66b 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,960 
1,691,110 
2,860,000 
1,060,000 
3,540,000 

500,000 
1,169,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
5,150,000 

i '467,566 

922,500 

2,350,000 


206,190 
150,000 
402,326 
590,641 
180,000 
286,363 

1,192,975 
6,208 
191,500 
none. 
963,370 
295,038 
none. 

1,139,615 
1<)4,445 

5,319,620 
467,700 
300,000 
500,000 
800,000 


5,973,700 
2,036,140 
2,520,981 
1,459,384 
713.005 
2,540,217 
1,486,000 
3,002,094 


■"  <-i  s? 
2  o  ? 


651,214 
1,400,000 

673,600 

1,746,516 

5,577,467 

12,000,000 

1,500,000 


558,861 
3,000,0001 

926,000 

760,600 
2,121,110 

900,000 


879,636 


425,509 

687,000 

10,000,000 

3,740,616 

4,726,250 

1,876,148 

23,086,600 

1,579,969 

350,00d 

174,042 

610,000! 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,106 

1,184,500 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,550,000 


872,000 


2,044,586 
4,111,346 
3,579,041 
4,850,754 

633,906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

629,964 
2,221,068 
2,293,534 

307,136 
3,207,818 
1.342,593 
9,963,268 


1,791,999 
1,400,000 
3,160,000 
2,500,000 
In  progres 
1,611,111 
4,978,487 


264,743 
177,003 
168,114 
208,669 
23,946 
150,538 
305,805 
287,768 
328,782 


132,546 


495,397 


Leased  to 
Recently 


434,699 
803,024 
509,326 
887,219 
68,942 
268,220 
620,810 
294,183 
626,659 
188,442 
90,315 
374,897 
159,738 
244,323 
182,398 
1,525,224 
240,672 
291,417 


« • 
!2i 


o 
•c 


■^0 

> 

s 


113,520none 
80,063!none 

100,662'none 

6 

11,266'none 
79,669|none 

141,836  8 
66,266 

163,076 


d-i 

O 

s 


61,513 


266,589 


5 
5 
6 

8 
noQ« 
none 
none 
none 


the  Vt.  C  ent 
opened,  none 

none 

114,0981  6 
418,868 


226,6391 
413,289! 

26,412 
102,098 
310,876 
126,589 
214,633 

46,839 


8 

6i 

7 

6 

4 

6 

8 

6 

7 


88 
80 
41 
96 
24 
27 

104 
86 
49 
88 

104 

•  •  •  » 

10 

21 
9 
51 

82 


35,2 14j  none 

122,866,  none 
21,49«  8 
13,144none 
81,807  5 

746,736  " 

110,892 

120,892 


582,400 
400,000 


1,380,610 
2,696,488 
2,550,500 

In  progres 
1,921,270 

In  progres 
987,627 
1,070,786 


24,003,865  33,070,863 
7,046,395 

977,463 

516,246 

10,773,823 

2,969.760 

206,000 

131,000 
26,000 

400,000 


639,529 
329,041 
69,629 
114,410 
806,713 


294,269 
168,902 


428,173 


Recently  lopened. 


267,661 
Recently 

Recently 


116,965^ 
opened. 

opened. 


76,760i      39,360  none 
74,2411     23,4%  none 
4,318,962,1,800,181    7 


l,063.659i 
681,4451 
206,068 


324,494 
44,070  none 


940,000: 
100,000i 
700,000! 
660,000i 


10,527,664 

6,102,936 

2,446,391 

33,869,423 

5,133.834    480,1371   196,847 
633,598      02,353      46,072 
349,775|Recently  !opened 
774,496!    213,078:      96,737 
l,250,000|Recently  opened 


6 

4 

10 

none 
none 


7 

8 
none 

4 

none 
none 


81 

lOOi 
77 
96i 
40 
52 
70 
90 
821 

117 
50 
92i 

'iii 

60 
93  i 
67 
97 
65 
116 


40 
60 


130 


338,783|none 


none 


1,832,946  173,646  135,017  none 


329,577  Recently  opened 

1,043,367'Recently  opened,  none 

1,693,711  225,152  116,706  8 

4,327 ,49°il,S88,386  478,413:10 

128,000!  1,220,326'    149,941!     79,252  7 

476,000'  3,246,7201    603,942i    316,25910 

1,600,000!  2,379,8801    260,8991    124,74d  3 

13,000;  1,265,143'    118,617!      76,890]  5 

600^0001 !     760,000'Recentlv  jopened.  | . . . 

880,100  718,227i  1,702,523  265,327  106,320i  8 
6,666,882 10,427 ,800|17,141,987j2,480,626:i,251,987i  7 
6,000,0001  2,899,166J  8,067,2861  868,038'   641,7691  6 


47 1 
62 

28' 

87 

61 


SO 


92 
148 

131 


126 
66 

68 
68| 
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Railway  Share  List, 

CompUedfrom  the  latest  returns — corrected  every  Wednesday — on  a  par  valiuUion  o/SlOO. 


NAME  OF  COMPANY. 


a 

I 


260 

30 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

'242 


Ky. 

(1 


Ohio. 


191 

1211 

jlOl 

71 

60 

65 

93 

33 

88 

60 

80 

126 

38 

29 

66 


Pennsylvauia  Central Peim 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 
Rich.,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C, 

Charlotte  and  South  Carolina.  S.  0 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.  " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga.  . . 

Covington  and  Lexington 

FrMikfort  and  Lexington 

Louisville  and  Frankfort 

Maysville  and  Lexington 

Cleveland  and  Pitlaburgh 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Colimibus " 

Columbus,  Piqua  and  Indiana .  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western "       40 

Dayton  and  Michigan "       20 

Eaton  and  Hamilton "       36 

Greenville  and  Miami "       31 

Hillsboro "       37 

Little  Miami "       84 

Mansfield  and  Sandusky . . 

Mad  River  and  Lake  Erie.. .  "     167 

Ohio  Central "     !  67 

Ohio  and  Mississippi "     | . . . 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley ...  " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Indianopolis  and  Cincinnati..  " 

Lafayette  and  Indianapolis ...  " 

Madison,  Indianapolis  &  Peru  " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago DL 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Micb, 

Michigan  Central " 

^iflc Mo. 


9,768,156 


13,118,902 
1,660,000 


100 
147 
96 
136 
46 
61 
60 


769,000 
1,372,324 

686,000 
1,000,000 
1,367,778 
1,673,684 
2,660,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


3,600,000 
4,000,000 
1,013,088 


686,887 


776,269 
879,868 
688,611 


836,000 
2,093,814 
1,430,160 

367,218 


'  .a  ' 

a 


DO    0) 

o   " 
H 


t.« 


s>3 


at 

CO 

*  is 


6,000,000 13,600,0001,943,827 


OB  ^^ 

bo  «8 

.So 

em 

8  o 

^  S 
ffl  -- 


o 

a 

a 


617,626 


6,677,103  22,264,338  2,033,420|    798,193 
1,660,000 


n 

h 
Ct 

.a 

ga 


97 


173,8671 
200,000' 


603,006 
640,000 
469,150 
707,968 
120,000 
1,134,698 


500,000 
3,000,000 


418,187 

1,214 

163,000 


160,000 


400,000 


1,979,100 
2,000,000 


3,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


187 


44 
64 
31 


1,760,700 


760,000 
1,291,700 


131 
83 
90 

62 

169! 

721 


1,128,486 


186 


2,647,700 
632,387 


2,400,000 


92 
816 
282 
88 


641,000 

850,000 
900,000 


1  142,200 
1,600,000 


408,200 


600,000 


660,000 


482,000 
1,000,000 
1,767,000 


2,460,000 


800,000 
26,000 


1,289,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,106,4671 
2,392,215; 
3,545,256 
416,532 
2,965,674 


348,622 
413,673 


227,693 


216,237 
152,636 


72,370 


122,861,   74,113none 
254,376  113,266|  7 

62,762 .... 

210,0521      99,077!  10 
109,2681     42,736|none 

89,776 12 

610,038    153,8981  6 


102* 
60 


77 

70 

40 

100 


In  prog. 

7,002,396 
In  prog,     i 

3,465,879! 

'i,277,834i 
In  prog.     I 
743,526 1 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


1,000,717 


986,074 
934,424 
278,739 
69,690 
129,396 


609,7111  7 


173,642 


Ib  prog,  i 
In  prog,  t 
In  prog,  i 
584,902 


636,608;  8 
456,4681  7}i 
149,960|  9 

21,731 

71,636 


60 
98 


8 


76,079  8 


In  prog. 
3,279,908 


3,665,000 
2,000,000 


87,421 


432^2 


777,793 


2,659,653    321,793 

In  prog,     i 

926,000  Recently 
In  prog. 


In  prog. 
3,169,7331   667,659 

l,855,000i 

4,110,148j  540,618 

In  prog.   


44,260, 


267,278  10 


126 

lie' 
ioi" 


63 
80 


483,46412 


200,967  j 


46 

69 
76 


100 
65 


opened. 


362,133 
113,401 


10 


Recently  opened. 

In  prog.      

"         Recently  opened. 
1,310,062    314,4341    168,612   10   107 
In  prog.     I   237,606 !. 


102i 
62 
76 


66 


111 


77J 
79 


II 


"         Recently!  opened, 
1,869,932  Recently!oi>ened.    j 

, j iopened.   I 

1,241,300   2,400,000    516.414;    268,076 
663,100   1,363,019    106,944j      71,446, 


77J 


90 
76 


4,000,000 


10     32 
4     1108 


,1. 


4,600,0001 


.1. 


500,000  In  prog.        473,548     286,152 
3,741,664,  7,276,616  1,200,922    586,929 


8,977,668 
non 


8,618,6061, 146 ,698i   682,8161 
In  progresjBeoeDtly  opened. 


...123 

17  '  96 

8     87 


business  capabilities,  with  almost  any  a£;ricaltaral 
section  of  New  England.  The  balance  ot  the  line 
to  Island  Pond,  traverses  a  country  mainly  cover* 
ed  by  primitive  forests,  the  transportation  of  the 
produce  of  which  to  market,  is  found  to  be  the 
most  profitable  part  of  the  business  of  the  road. 
The  area  from  which  the  road  will  draw  its  lum- 
ber trade  is  vastly  increased  by  the  proximity  <rf 
the  road  to  numerous  large  streams  by  which  the 
lumber  is  floated  to  it.  Twenty  years  will  not  ex- 
haust the  supply.  During  the  next  l%c^  yeai-s,  we 
should  judge  that  the  amount  of  the  lumber  busi- 
ness will  be  quadrupled,  that  within  that  time,  or 
within  tAree  years ;  the  earnings  of  the  Portland 
division  would  be  doiU>Ud,  from  local  traffic  alone, 
without  Uking  into  consideration  the  probable  in- 
crease  of  l.irough  business. 

The  road  must  command  a  large  tkrougk  busi- 
ness from  its  position.  The  Mississippi  and  St. 
Lawrence  form  the  luUural  outlets  of  the  great 
Ulterior  basin  of  the  countrj'.  It  has  always  been 
one  of  the  first  objects  of  all  our  leading  commer- 
cial cities,  to  reach  these  outlets  by  artifccial  lines 
of  improvement,  which  arc  thrown  out  as  nearly 
■da  possible  at  right  anj^ies  u>  (iie  great  water 
courses.      -  v    -    -      ■•■.'-  .••:'..  «.. 

The  Atlantic  Division  of  the  Grand  Trunk  Rail- 
road is  probably  the  most  easterly  work  of  this 
kind  that  will  be  constructed.    U  must  therefore 
form  the  channel  of  communication  between  the 
West  and  theCauadas,  and  the  State  of  Maine,  and 
the  Lower  British  Provinces.  Between  these  wide- 
ly separated  sections  of  the  country  the  most  ex- 
tensive and  intimate  business  relations  exist,  based 
upon  the  great   diSiunUarity  of  their  products. 
Maine,  New  Brunswick,  and  Nova^  Scotia  draw  a 
large  portion  of  their  supplies  of  food  from  the 
Western  States  and  Canada.      The   above  road 
must  soon  become  the  route  through  which  it  will 
be  received.     To  pay  for  this  food,  the  products 
of  cammerce  and  manufacturing,  and  foreign  mer- 
chandize, will  be  sent  over  the  road,  iccU.     In  ad- 
dition, a  large  trade  will  always  exist  between  the 
Canadas  and  Great  Britain  to  which  the  road  will 
supply  the  convenient  medium  of  transportation. 
All  these  sources  of  business  must,  we  think,  se- 
cure to  the  Portland  Division  of  the  Grand  Trunk 
an  income  sufficient  to  pay  six  per  cent  at  leant 
upon  its  cost.     The  road  appears  to  be  under  ex- 
cellent management. 

The  success  of  tlie  road  is  a  gratifying  comple- 
ment to  the  sagacity  of  its  projectors,  and  what  is 
still  better,  there  appears  to  be  no  doubt  that  its 
income  will  sufficiently  reward  the  parties  who 
have  invested  their  money  in  it 

Belvldcre  Delaware   Railroad  Companr* 

A  recent  meeting  of  the  stockholders  of  the 
Belvidere  Delaware  Railroad  Company,  elected 
Robert  F.  Stockton,  Charles  Bartles,  Robert  L. 
Stevens,  Lewis  Perrine,  Edwin  A.  Stevens,  Sam- 
uel D.  Stryker,  John  R.  Thomson,  William  P. 
Robinson,  and  Charles  Sitgreaves,  Directors.  At 
a  meeting  of  the  Directors,  Charles  Sitgreaves  was 
chosen  President,  and  John  P.  Stockton  Secretary 
and  Treasurer. 


FlemlMgtaM  Railroad. 

The  following  gentlemen  have  been  elected 
Robert  F.  Stockton,  Edwin  A.  Stevens,.  Benj.  Fish, 
John  P.  Stockton,  Ale.\auder  Wurts,  John  G  Read- 
ing, Hugh  Capner,  Charles  Bartles,  William  P. 
Emery,  Directors.  At  a  meeting  of  \X,f  Directors, 
Charles  Bartles  was  chosen  Prei-ident,  and  Alex- 
ander V.  Bonnell  Secretary  and  Treasurer. 
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Ifetr  York  Central  Railroad. 

We  gave  last  week,  the  statement  of  this  com- 
pany, showiog    the  earniDgs    and    expenses   of 

'  the  road  for  the  past  15  months,  with  other  infor- 
mation of  interest  to  the  stockholders,  who  are 
notified  that  a  dividend  of  4  per  cent,  has  been 
earned  for  the  past  six  months,  and  will  be  paid, 
when  the  company  find  themselves  ia  funds.  The 
earnings  have  been  used  in  construction,  and  as 
they  cannot  be  replaced  by  borrowing  at  an  inter- 
est of  7  per  cent.,  the  stockholders  must  wail  till 
this  can  be  done.  ■■;•■■■■•■;•■*!''* '^■■•  ^ 

As  a  matter  of  general  policy  the  step  is  per- 
haps a  commendable  one.  As  the  stockholders 
recently  received  a  dividend  of  some  33  per  cent., 
payable  in  bonds,  they  have  fared  sufficiently  well, 
and  are  not  to  be  commiserated.  If  they  are  the 
same,  as  at  the  time  of  the  consolidation,  they 
have  nothing  to  complain  of;  and  the  public  cer- 
tainly will  not.  The  ca.se  is  one  of  hardship  to 
parties  who  have  since  bought  into  the  road  under 
a  mistaken  notion  of  its  value,  but  their  disap- 
pointment will  teach  them  not  to  put  too  much 
confidence  in  great  names,  but  to  look  with  reason- 
able suspicion  upon  all  movements  similar  to  the 
consolidation  of  the  Central  line. 

The  statement  of  the  Directors  and  the  Super- 
intendent is  additional  evidence  that  the  road  was 
in  very  different  condition  from  what  is  was  sup- 
posed to  be  at  the  time  of  the  consolidation ;  that 
instead  of  being  in  good  repair,  the  road  and 
equipments  were  in  a  very  dilapidated  condition, 
and  were  estimated  far  above  their  value.  The 
course  pursued  by  the  directors  of  the  several 
roads  was  very  much  like  that  of  a  person  who 
wishes  to  pass  off  a  spavined  and  broken  winded 
horse  for  a  sound  one.  The  trick  succeeded  well. 
The  seiler  got  the  price  of  a  prime  article.  He 
will  commend  himself  on  his  cufeness.  The  pur- 
chaser vvill  agree  with  him  in  this,  though  curse 
the  morality  of  the  transaction.  But  the  public 
must  have  examples  in  the  perpetration  of  great 
wrongs  to  drive  them  to  the  adoption  of  measures 
to  prevent  their  recurrence.  The  Schuyler  fraud 
is  to  day  worth  more  than  it  has  cost,  for  it  will 
be  the  means  of  introducing  a  system  of  transfers 
by  which  similar  frauds  will  be  impossible.  With- 
out warning  such  frauds  might  have  crept  into 
twenty  companies,  instead  of  being  confined  to 
one  or  two. 

'  But  another  step  is  foreshadowed  in  the  report 
of  the  Superintendent,  which  we  predicted  some 
time  since  as  the  necessary  result  of  the  great 
increase  of  capital  due  to  the  consolidation,  an  in- 
creased tariff  both  upon  persons  and  property 
passing  over  the  road.  The  true  end  of  every 
public  work  is  to  reduce  the  cost  of  transportation. 
The  aim  of  every  public  spirited  man  has  a  similar 
object.  Cost  of  transportation  is  the  great  tax  in 
life.  Upon  no  subject  does  human  ingenuity  labor 
with  such  zeal  as  to  reduce  it  to  its  lowest  point. 
Whether  imposed  by  human,  or  natural,  law,  it  is 
never  cheerfully  paid,  only  when  the  amount  re- 
presents the  smallest  possible  outlay.  Now  the 
course  of  the  Central  Company  has  been  a  direct 
violation  of  all  this,  and  it  b^  usurped  a  power 
which  if  exercised  by  a  legislature,  for  selfish  ob- 
jects, would  end  in  rcvolntion.  The  language  of 
the  parties  that  compose  the  consolidated  com- 
pany was  this — "We  have  by  charter  and  location, 
tba  monopoly  of  route  throagb  Central  New  York, 


the  best  route  for  business  in  the  United  States. 
Concerted  action  will  enable  us  to  tax  this  busi- 
ness, so  as  to  derive  a  much  greater  revenue  than 
the  ordinary  rates  of  interest  on  our  investment." 
The  authority  to  carry  this  scheme  into  effect  was 
obtained  under  the  plea  that  consolidation  would 
greatly  redact  the  cost  of  transportation  and  in- 
crease the  efBciency  of  the  line,  and  in  this  way 
benefit  the  public  in  an  equal  degree.  The  effect 
has  been  exactly  reverse  of  what  was  promised. 
The  expenses  of  operating  the  line  are  largely  in- 
creased. In  addition,  interest  is  to  be  paid  upon 
the  S10,000,000  dividend  made  up  of  an  extra- 
vagant and  unwarranted  estimate  of  the  value, 
beyond  par  of  the  stock  of  the  several  lines,  and  by 
which  the  capital  stock  or  the  company  has  been 
increased  in  an  equal  degree. 

The  company  now  propose  to  quietly  go  to  work 
to  assess  upon  the  public  a  tax  for  the  payment  of 
a  dividend  upon  the  fictitious  stock. 

Here,  then,  is  an  "  Impcrium  in  imperio,"  a 
power  within  the  State  greater  than  the  State  it- 
itself,  with  a  vengeance.  Here  is  a  burden  of 
some  S10,000,000  forever  imposed  upon  the  com- 
merce of  the  Mohawk  Valley,  the  key  of  the  com- 
merce of  this  country,  just  to  fill  the  overflowing 
coffers  of  the  managers  of  the  Central  Railroad. 

We  regret  these  things  ;  partly  because  it  im- 
peaches our  consistency.  Our  friends  and  readers 
will  bear  us  witness  that  we  have  always  held  up 
the  roads  composing  the  Central  line,  as  models  of 
success,  the  result  of  an  upright  and  capable 
management,  as  instances  where  parties  in  charge 
were  influenced  by  sentiments  becoming  their  po- 
sitions as  custodians  of  great  public  trust ;  and  as 
men  would  not  prostitute  these  positions  to  pur- 
poses of  personal  gain,  but  who  valued  a  "good 
name  above  great  riches." 

Portland,  Saco  aud  Portsmouth  Rallroadi 

The  recent  annual  report  of  this  company  shows 
a  total  expenditure  up  to  the  fifth  of  June  last,  the 
date  of  the  annual  meeting,  to  be  SI, 486,327  22; 
of  which  $l,302,->95  49  was  expended  upon  the 
road,  and  S182,931  72  for  other  objects.  Of  the 
latter  sum  S100,000  were  for  stock  iu  the  Kenne- 
bec and  Portland  Railroad ;  $37,000  for  the  con- 
struction of  Commercial  street,  Portland,  and 
$32,000  for  stock  in  the  Portsmouth  Bridge. 

The  capiUl  stock  paid  iu  is  $1,367,000.  Total 
liabilities  $119,237  22.  The  assets  exceed  the  lia- 
bilities by  $63,604  50,  and  $132,000  of  the  amount 
yields  an  annual  interest  of  6  per  cent,  per  annum. 

The  receipts  for  the  past  year  have  been  as  fol- 
lows : 

From  Passengers $185,537  81 

„     Freight 58,307  66 

For  Mail 7,744  16 

Rents 1,740  77 

Interest 6,000  00 
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$259,330  30 

The  current  expenditures  have  been  $135,291 
87,  of  which  $7,154  65  have  been  on  account  of 
interest,  and  $10,C00  charge!  to  renewal.  The 
cost  of  maintenance  of  way  has  been  $33,685  14 ; 
motive  power  and  fuel  $37,709  99. 

Two  dividends  of  3  per  cent,  each  have  been  de- 
clared for  the  year,  amounting  to  $81,110.  There 
was  also  paid  14,926  75  damages  on  account  of  a 
collision  which  happened  in  1851.  Deducting 
charges  of  all  kinds,  a  balance  of  $25,668  66  re- 
mained, which  added  to  the  sorplus  at  the  end  on  Union  £ast  of  the  Rocky  moantains,  by  the  short- 


tho  previous  year,  leaves  a  total  surplus  sura  of 
$69,117  29. 

The  road  appears  to  be  in  good  condition  and 
the  necessary  repairs  can  be  provided  for  out  of 
surplus  earnings,  without  interfering  with  the  re- 
gular six  per  cent,  dividends  of  the  Company, 
which,  we  believe,  have  uniformly  been  paid  since 
the  opening  of  the  road. 

The  equipment  of  the  road  at  the  present  time 
consists  of— 

9  Engines, 

4  first  class  Passenger  Cars, 
^     2  second  class  do.        do. 
59  Freight  Cars, 

2  Baggage  Platform  Cars, 
18  Gravel  Cars, 

3  Mail  Cars, 
2  Stone  Cars, 

13  Crates. 

Miles  run  by  engines ^ 156,876 

Expense  account  per  mile  run 67  78-100 

Receipts  for  each  mile  run $1  65  1-3    i? 

Average  receipt  for  each  passenger..       92  1-2 

Kentuckjr    and   her    Railroads— Hon.    Ben. 
Edwards  Grey> 

We  are  in  receipt  of  a  map,  with  a  circular  at^ 
tached,  illustrative  and  explanatory  of  the  great 
internal  improvements  of  Kentucky,  from  Hon. 
Ben.  Edwards  Grey,  M.  C.  The  circular  is  ad- 
dressed to  the  constituents  of  the  Hon.  gentleman, 
the  people  and  Editors  of  Kentucky.  It  is  at 
once  au  appeal  to  their  enterprise,  patriotism  and 
State  pride,  in  favor  of  the  great  lines  of  roads 
necessary  to  be  constructed  through  the  State  in 
order  that  it  may  form  part  of  the  great  highway 
from  the  Atlantic  to  the  Pacific. 

The  points  made  by  Mr.  Grey  are  strong  ones 
and  forcibly  argued.  Brieflythey  are  as  follows  : 
The  great  preponderance  of  the  travel  and  trans- 
portation from  North  to  South,  from  East  to  West, 
from  Northest  to  Southwest  or  Southeast  to  North- 
west, whether  it  is  destined  to  reach  the  Pacif  c 
or  not,  will  inevitably  enter  and  traverse  the  Mis- 
sissippi Valley.  That  valley,  or  some  point  in  it 
upon  the  River  from  which  it  takes  its  name, 
^jiust  be  a  great  point  of  centralization,  for  tran- 
shipment and  distribution  of  persons  and  proper- 
ty. That  inch  a  point  must  be  near  the  conflu- 
ence of  the  Ohio  and  Mississippi  as  the  dividing 
line  between  low  and  high  water,  and  that  the 
best  and  most  appropriate  place  for  it,  the  most 
Tavorable  location,  is  in  the  State  of  Kentucky  at 
Columbus.  He  contends  that  the  people  of  Ken- 
tucky should  make  every  effort  to  secure  this 
great  point  for  the  centralization  of  trade  and 
travel,  for  their  state.  To  do  so  he  proposes  that 
Congress  shall  grant  lands  to  the  State,  to  aid  in 
the  construction  of  lines  of  Railway  from  Cumber- 
land Gap  to  Hopkinsville  and  from  ihe  mouth  of 
Big  Sandy  River  to  Hopkinsville,  and  thence  west 
to  Columbus  on  the  Mississippi  river ;  also  from 
Cincinnati  via  Louisville  to  Hopkinsville;  from 
Henderson  towards  Nashville,  and  the  same  quan- 
tity of  lands  per  mile  to  the  Mobile  and  Ohio 
Railroad  for  the  portion  of  their  route  lying  with- 
in the  boundaries  of  Kentucky  and  Tennessee  aa 
was  granted  the  same  great  line  in  Illinois,  Mis- 
sissippi and  Alabama.  This  would  insure  the  con- 
struction, within  a  very  short  period  of  time,  of 
lines  forming  connections  with  every  portion  of  the 
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est  possible  routes,  centering  at  the  mouth  of  the 
Ohio.  It  is  a  policy  which  has  been  long  and 
steadily  advocated  by  Mr.  Gret  with  a  degree  of 
energy  and  perserverance  which  should  command 
success.  It  is  moreover  a  policy  which  should  a 
forvorite  one  with  the  people  of  the  great  rich  and 
beautiful  State  of  Kentucky. 

With  upwards  of  one  million  of  inhabitants,  six 
million  acres  of  improved,  and  eleven  millions  of 
unimproved  lands,  rich  in  forests,  in  all  the  re- 
sources of  agriculture,  manufactures  and  of  min- 
erals, Kentucky  requires  but  the  means  of  their 
dcvelopement  to  place  her  in  the  line  of  the 
wealthiest  among  the  Western  States.  She  has 
now  but  about  one  hundred  and  fifty  miles  of 
Railways  in  operation  while  she  could  proHtably 
employ,  at  least,  ten  limes  that  amount. 

Another  strong  point  in  Mr.  Gret's  circular  is 
the  advantageous  connection  which  he  thinks  can 
be  formed  at  the  mouth  of  the  Ohio  with  the  great 
Pacific  route  through  Little  Rock,  Fulton  and 
Texas,  for  which  so  much  land  has  already  been 
granted.  His  object  is  to  prepare  for  this  connec- 
tion ;  to  prepare  the  State  of  Kentucky  for  the 
great  tide  of  travel  which  will  soon  be  rolling  for- 
ward from  the  Atlantic  to  the  Pacific ;  by  the  con- 
struction of  such  roads  as  will  constitute  her 
routes  the  shorest  in  point  of  both  iinie  and  dis- 
tance,  and  cheapest  in  regard  to  expense. 

Whether  Mr.  Grey  be  correct  or  not  in  all. his 
assumptions  in  regard  to  a  Southern  route  to  the 
Pacific  we  think  there  will  bo  but  one  opinion,  as 
to  his  course,  among  the  people  of  the  State  of 
Kentucky. 
■  As  a  question  of  state  policy  it  is  the  duty  and 
should  be  the  pride  of  every  man  in  the  State  to 
use  his  utmost  endeavors  to  make  that  State  a 
part  of  the  great  highway  for  travel  and  traflSc  in 
all  directions.  It  should  be  his  pride  to  do  some- 
thing toward  rendering  his  State  the  great  central 
depot  of  distribution  for  the  whole  country  East 
of  the  Rocky  Ridge.  But  suppose  this  point  is 
not  gained  ;  suppose  every  body  does  not  go  through 
Kentucky,  are  not  her  own  immense  resources 
equal  to  the  support  of  these  proposed  roads  ? — 
Are  they  not  needed  for  the  dcvelopement  of  those 
resources  1  To  these  questions  there  can  be  but 
one  answer. 

Mr.  Grey  has  evidently  given  the  subject  of 
railways  much  thought.  He  has  regretted  the 
tardiness  of  his  State  in  this  matter  and  exerted 
himself  to  give  her  an  impetus  in  Ibe  right  di- 
rection. We  are  glad  to  find  one  member  of  Con- 
gress who  has  time  to  devote  some  attention  to 
the  immediate  \^ant8  of  his  State  and  constituents. 
We  hope  there  are  many  more  engaged  in  the 
same  laudable  employments,  though  we  may  have 
but  little  evidence  of  it. 

We  doubt  very  much  if  there  is  another  mem- 
ber of  the  House  who  has  given  the  same  labor  to 
the  investigation  of  this  question  as  is  exhibited 
in  the  circular  and  map  put  out  by  Mr.  Grey. — 
He  has  been  engaged  in  this  project  since  1849 
and  his  constituents  at  least  seem  to  appreciate 
his  services.  If  the  people  of  Kentucky  would 
have  their  State  prosper  and  exhibit  the  same  de- 
gree of  real,  available,  that  she  does  of  primitive 
wealth,  let  them  follow  the  head  of  such  of  her 
sons  as  Ben.  Edwards  Grey,  Gen.  Leslie  Coombs 
and  others  who  are  carrying  forward  their  Rail- 
way projects. 


Iicxlnston  and  Frankfort  Railroad* 

The  recent  statement  of  this  company  gives  the 
following  result  of  ;he  operation  of  the  above 
road  for  the  year  ending  May  1,  1854. 

The  total  receipts  for  the  past  year  ha  *re  been 
S109,534  64,  derived  from  the  following  sources : 

Mail  service Sl,997  15 

Rents 473  10 

Passengers 47,892  11 

Freights 69,172  28 


S109,534  64 
The  total  expenditures  for  operating  the  road 
have  been  S61,356  87;  or  56.8  per  cent,  of  the 
gross  receipts.  The  principal  items  of  expenditure 
were  repairs  of  machinery  S15,215,  repairs  of  road 
$14,767  and  wages  and  salaries  13,347.  The  total 
number  of  miles  run  by  passenger  trains,  were  36,- 
308,  and  by  freight  and  repair  trains  29,249.  The 
receipts  per  mile  were  1.6  6  cents ;  expenses  per 
do.  93.5  cents ;  ratio  of  expenses  to  earnings  56.3 
cents. 

The  net  receipts  for  four  years  have  been  as  fol- 
lows: ..    ';'- 

For  year  ending  May  1th,  1861 S35,386 

,..      „        „  .,      u    1852 40,794 

„      „        „  „      „    1853 44,170 

)t       >i         )i  II       )i     lo"*4..  •••.•.••■••    47,7U4 

The  sum  has  been  expended  in  constriiction,  and 
stock  dividends  at  the  rate  of  6  per  cent,  have  been 
paid. 

The  following  is  the  general  balance  sheet  from 
the  company's  books. 

Construction S668,648  22 

Furniture 62,327  85 

Real  EsUte 3,495  32 

Bills  Receivable 4,066  98 

Deferred  Interest 6,695  00 

Cash 4,383  51 


actual  receipts  exceed  this  estimate  just  $31 ,105  42. 
Should  no  untoward  circumstance  intervene,  the 
earnings  of  our  Pioneer  Road  for  the  current  year 
will  reach  half  a  million  of  dollars. — Milwaukee 
Sentinel. 


Alabama  aad  KUsUslppl  Railroad. 

A  steamer  at  arrived  the  wharf  on  Sat'y  evening 
last  with  another  cargo  of  Iron  Rails  for  the  Ala- 
bama and  Mississippi  River  Railroad.  The  Iron 
now  at  the  wharf  for  this  road,  will  lay  the  track 
some  8  or  10 miles.  The  bridge  over  Valley  Creek 
will  soon  be  completed,  probably  by  the  last  of 
next  week,  and  so  soon  as  this  is  done  Messrs. 
Donoho  Sl  Leach  will  at  once  proceed  to  laying 
down  the  iron,  and  continue  it  as  rapidly  as  possi- 
ble, the  cross-ties  sufficient  to  lay  16  miles  having 
been  already  gotten  out.  The  iron  purchased  and 
to  be  brought  up  by  the  steamer  will  b«  sufficient 
to  build  the  road  20  miles,  which  will  go  several 
miles  beyond  the  Cababa  River.  Every  t^ing  looks 
cheering  for  the  rapid  progress  of  this  great  work, 
and  the  day  is  not  distant  when  we  will  witness 
the  fiery  horse  crossing  with  lightning  speed  the 
Cahaba  River,  bringing  after  it  a  long  train  laden 
with  cotton  and  other  products  of  the  fertile  lands 
of  western  Dallas,  Perry,  Greene  and  Marengo. — 
Seltna  Sentinal. 


$649,606  88 


Stock ■ $430,926  55 

Bonds  Payable $70,000  00 

Bills  Payable 80,827  78    -  - 

Legislative  Bonds 10,000     - 

• 160,827  78 

DividendNo.  1. 1,317  06 

Contingent  Fund 15,251  10 

Louisville  and  Frankfort  Railroad  Co.,         440  80 
Profit  and  Loss 40,843  59 


$649,606  88 

Blilwaakee  and  AlisalMlppl  Railroad. 

The  earnings  of  this  road  for  the  month  of  June, 
foot  up  as  follows:  Passengers,  $17,241  60 
Freight,  $27,846  33.  Total,  $45,087  83.  This 
is  the  heaviest  traffic  for  any  one  month  since  the 
road  has  been  operated.  The  earnings  fcr  the 
first  six  months  of  this  year  and  the  last  compare 
thus: 


:i-  \  .':■::■. :.-  ..     1853. 

January $10,801  25 

February 8,930  86 

March 8,143  35 

April 8,944  38 

May 13,967  90 


June 


18,585  24 


^  1864. 
$23,224  29 
26,192  33 
20,773  98 
18,321  42 
41,700  00 
45,687  83 


ToUl $69,272  98      $175,299  80 

Last  year  the  road  was  in  operation  only  as  far 
as  Jatresville,  (70  miles.)  This  year,  up  to  May 
24,  it  was  ia  operation  to  Stoughton,  88  miles,  and 
subsequently  to  Madison,  (including  branch,)  103 
miles. 

On  the  Ist  of  April,  Mr.  Brodbead,  the  indefati- 
gable Superintendent  of  the  road,  made  an  esli- 


Statement  of  tb«  Galveston  and  Red  River 
Railway. 

The  project  of  the  above  Road  offers  to  the  c»-  ^ 
pitalist  and  business  man,  strong  inducements  as 
a  safe  and  profitable  investment  for  capital. 

The  act  of  incorporation,  approved  11th  Febr'y,  J 
1852,  granting  this  company  the  right  of  construct- 
ing a  railway  of  three  hundred  and  eighty  miles 
in  length,  from  the  city  of  Houston  to  Red  River, 
which  together  with  the  supplemental  act  passed 
Feb.  8th,  1853,  allowing  this  company  the  right 
of  constructing  a  branch,  simultaneously  with  the 
main  trunk,  to  the  city  of  Austin,  one  hundred 
miles  in  length,  from  the  point  of  divergence  near 
the  Brazos  River ;    and   further  empowering   the 
company  to  extend  their  road  to  the  city  of  Gal- 
veston, granting  to  each  of  these  lines  a  tract  two 
hundred  feet  in  width  of  the  public  land  through 
which  they  may  pass,  for  a  roadway,  and  endow- 
ing them  for  each  mile  of  railway  with  ten  thous-  I 
and  two  hundred  and  forty  acres  of  the  publio  j 
land,  reserving  three  miles  from  the  exterior  line  ' 
on  each  side  of  the  track,  to  the  company,  to  lo-  [ 
cate  their  certificates  in  alternate  sections,  should  1 
they  think  proper  to  do  so,  make  the  princely  1 
grant  of  nearly  Six  Millions  of  acres  of  land  to 
this  company.    The  act  passed  in  February,  1854, 
granting  them  16  sections,  entitles  the  company, 
upon  filing  with  the  Secretary  of  State  a  contract 
for  the  construction  of  the  first  twenty-five  miles, 
to  have  'set  apart  so  much  of  the  public  domain 
as  they  may  designate,  upon  which  the  company 
can  locate  eight  hundred  sections,  of  640  acres 
each ;   the  State  reserving  the  alternate  sections, 
and  the  company  receiving  their  certificates  upon 
filing  the  contract  and  giving  bonds  to  the  amount 
of  ten  thousand  dollars  for  the  faithful  perform- 
ance of  the  work. 

Who  can  doubt,  with  the  rapid  increase  of  po- 
pulation which  these  fertile  lands  are  attracting 
to  this  State,  the  immense  value  they  must  ac- 
quire. By  the  late  report  of  the  Land  Commis- 
sioner, there  are  now  vacant  upwards  of  102,000,- 
000  acres. 

The  provision  made  by  the  legislature,  reserving 
six  miles  fVom  location,  giving  a  preemption  right 
to  the  land,  we  think  an  important  feature,  as 
many  of  the  lands  on  the  line  and  contiguous  to  it, 
are  of  as  fine  quality  as  the  State  afifbrds. 

A  portion,  of  the  line  of  the  above  road  abounds 
with  bituminous  coal,  marble  of  white,  variegated 
and  dove  colors,  and  granite.  Iron  ore  exists  in 
several  counties  on  the  line,  and  in  immense  quan- 
tities, and  water  privileges  equalling  in  extent 
those  of  Lowell,  are  abundant.  Wheat  is  now  be- 
ing produced,  and  it  only  requires  the  facilities  of 
transportation  to  enable  us  to  supply,  not  only  our 


mate  of  its  business  for  a  current  year,  amounting 

to  $400,000,  and  yielding  a  dividend  of  12  perl  home' consumption,  but  an  article  destined  soon  to 

cent.    Up  to  July  1,  (one-half  of  the  year,)  the  {enter  largely  in  oar  list  of  exports 
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"The  line  ui>on  which  our  road  is  locaC@d  may 

be  justly  considered  the  back -bone  of  our  State, 

'■>  traversing  the  ridge,  and  as  near  the  Brazos  River 

•  bottom  as  practicable.  The  company  have  sur- 
^-  veyed  and  located  seventy  miles,  and  in  the  course 
"    of  a  few  weeks  will  have  graded  twenty-five  miles, 

from  Houston  to  a  point  across  Cypress  Creek  near 
Mr.  Boone.    This  section  overcomes  the  flat  and 

;  nearly  level  prairie,  enabling  the  planter  to  get  his 
crop  forward  as  so<^n  as  ginned,  or  ready  for  mar- 

.  kets.    Even  this  section  will  become  remunera- 

:  tive. 

From  this  crossing  the  country  becomes  gra- 
dually undulating.     The  point  next  to  be  reached 

.  is  in  Austin  County,  distance  46  miles.  From 
thence  the  road  runs  up  the  Brazos  River  to  the 

;  Navisota,  a  further  distance  of  24  miles.  The 
company  have  already  secured  the  right  of  way 

:  for  this  line  wherever  the  owners  could  be  found 
The  land  200  feet  in  width  has  been  granted  thus 

..  far  without  cost.     They  have   further  extended 

•,  their  preliminary  survey  84  miles,  (reaching  about 
the  parallel  of  tho  great  national  highway,  the 
Pacific  road,  which  must  pass  near  the  32"),  secur- 

V  log  a  preemption  to  the  vacant  land  for  this  dis 
tance.     Houston,  situated  as  it  is,  at  the  highest 

;  point   of  permanent   navigation,   offers   the   best 

"  place  for  a  commencement  of  our  railway,  the  city 

having  a  heavy  bu-siness  already  established,  as 

•  will  be  seen  by  the  Committee  of  Directors'  re- 
1  port  appended  to  this  Statement.  From  the  ter- 
minus of  the  present  survey,  the  road  will  diverge 
in  a  north-easterly  direction,  towards  Fulton  on 
Rod  River,  connecting,  by  agreement  with  the 
Cairo  and  Fulton  Road,  through   Arkansas,  uia 

,   Little  Rock,  at  which  point  it  will  meet  the  Mera- 

:  phis  and  Charleston  Road  and  its  various  connec- 

'   tioDS.    When  this  road  shall  reach  Cairo  on  the 

Mississippi,  there   will    be   a  continuous  railway 

•  from  the  Atlantic  and  Western  Lakes  and  States, 
to  the  Gulf  Mexico. 

The  rivers  of  Texas,  time  lias  proved,  cannot 
be  depended  upon.  Other  mcuns  of  transporta- 
tion  must  be  formed,  having  no  other  competition 
than  tho  ox  and  horse  teams,  over  the  natural 
prairie  roads.  The  immense  districts  tributary 
-  to  this  railway,  apart  from  the  proceeds  of  sales 
of  lots  in  towns"  that  will  of  necessity  spring  up  at 
the  depots,  with  the  Company  t*  lauds  when  they 
are  brought  into  market,  will  make  it  one  of  the 
best,  if  not  the  first  paying  mad  in  the  United 
,  StatCii.  Starting  from  a  point  that  nature  desig- 
nated, commanding  already  from  its  location,  oue- 
fourth  of  the  entire  busiuetss  of  the  State  of  Texas 
which  covers  an  area  of  square  miles  equal  to  some 
six  of  the  older  States  of  the  Union,  running  to  a 
point  which  enables  it  not  only   to  command   the 

■  trade  of  the  finest  porLiou  of  our  State, 
but  to  intersect  tho  several  lim  s  of  road   now   in 

■  progress,  viz  :  the  New  Orleans  and  Opelousas,  al- 
so the  road  extending  from  Vicksburg  to  Shreve- 
port,  through  Harrison,  Rusk,  Smith,  Henderson, 
Navarro.'and  Limestone  counties,  placing  us  in 
communication  with    all    the    middle   counties, 

"  where   these   lines   must  concjntrate   above   the 

,   great  falls  of  the  Brazos,    while   our   sister   State 

Arkansas,  by  means  of  her  Cairo  and  Fulton  road 

now  under  contract,  will,  as  soon  as  finished,  place 

us  in  connection  with  the  Illinois  Central,   togeth- 

■  ^er  with  a  river  communication  of  twenty  thousand 
'miles,  and  upwards  of  thirteen  thousand  miles  of 

:  railway  now  completed.  Missouri  is  pushing  her 
line  south  to  the  Iron  Mountain,  and  onward  to 
.  Chalk  Bluffs,  meeting  the  road  from  Cairo  to  that 
place.  An  early  completion  of  this  road  is  of  the 
■■  first  importance  for  a  vigorous  prosecution  of  the 
•-Pacific  road,  which,  as  is  conceded  on  all  sides, 
.  must  pass  through  Texas.    The  facility  forgetting 

V  rails,  rolling  stock  and  machinery  over  this   line, 
.  via  Galveston,  for  that  work  is  made  manifest, 

upon  examining  the  topography  of  this  country. — 
Aside  from  these  cou!>ideralions,  which  should 
weigh  heavily,  our  line  traverses  every  variety  of 
soil,  climate,  and  production.  For  the  first  hun- 
dred miles  sugar,  cotton,  and  tobacco  grow  luxu- 
riantly, while  the  in  more  northern  portion  grow 
'-•quAlly  well,  cotton,  tobacco,  wheat,  and  all  the 


CerfeaK^ains,  togetherwtth  the  appW,pear,'  qtihice 
cherries,  and  other  fruits  and  berries  in  abund- 
ance. Many  of  the  tropical  fruits  have  been  cul- 
tivated successfully  nearer  the  coast,  where  thrive 
the  orange  and  lemon,  fig,  banana,  and  pine  apfJe 
while  the  stream  aftd  river  bottoms  abound  with 
a  dozen  varieties  of  grape,  some  of  which  produce 
a  most  excellent  wine,  which  before  long  will  be 
added  to  the  list  of  exports  of  the  State. 

Perhaps  there  is  no  State  in  this  Union  where 
Railroads  are  more  needed  to  develop  the  vast 
natural  resources  possessed  than  Texas,  nor  one 
where  they  can  be  constructed  at  less  cost  or  tra- 
versed with  greater  speed.  The  Legislature  at 
their  last  sitting  passed  a  bill  establishing  the 
guage  five  and  a  half  feet,  in  conformity  with 
those  established  by  our  sister  States,  Louisiana, 
Arkansas,  and  Missouri,  which  roads,  when  com- 
pleted, will  furnish  a  continuous  line  without 
change  of  car,  or  breakage  of  bulk,  to  the  Miss- 
issippi. 

It  is  beyond  the  power  of  human  foresight  to 
estimate  the  great  increase  iu  wealth  and  produc- 
tion to  follow  the  construction  of  these  works. — 
The  President  of  the  Nashville  and  Chattanooga 
road  states,  that  the  increased  value  of  a  belt  of 
land,  ten  miles  wide,  lying  on  each  side  of  that 
road,  is  equal  to  ;^7  50  per  acre,  or  S96,00O  per 
mile,  for  every  mile  of  road,  which  cost  20,000 
per  mile;  whilst  the  Georgia  lands,  that  were 
selling  in  1846,  at  10  and  15  cents  per  acre,  com- 
manded in  1849,  when  the  Chattanooga  road  was 
brought  into  operation,  ten  to  twenty  dollars. — 
The  same  road  in  its  extension  passed  the  coun- 
ties of  Franklin,  Bedford,  Rutherford,  and  David- 
son, to  Nashville  in  Tennessee.  The  auditor's 
books,  for  these  counties,  show  an  advance  in  the 
entire  valaa  of  their  property,  of  S2,554,639,  in 
one  year. 

The  increased  value  of  property  in  the  counties 
bordering  on  the  Vicksburg  and  Jackson  road, 
has  been  estimated  to  be  from  S7 00,000  to  S7, 000- 
000. 

If  such  is  the  result  in  other  states  what  may 
we  expect,  when  the  virgin  soil  of  such  a  state  as 
Texas  is  brought  undci  cultivation.  Let  us  place 
the  lowe-st  limit  to  tho  land,  tive  dollars  per  acre, 
when  the  road  shall  have  been  completed,  and  the 
six  million  acres  premium  land  derived  from  the 
State,  will  produce  the  enormous  sum  of  thirty 
millions  of  dollars,  apart,  from  the  sales  of  lots  iu 
the  various  towns  and  cities  that  must  of  necessi- 
ty spring  into  existence. 

In  this  connection,  it  may  bo  well  to  point  to 
some  of  the  leading  features  of  the  charter.  The 
State  grants  200  feet  for  roadway,  and  provides, 
that  in  passing  through  individual  lands,  in  the 
event  of  the  Company  not  being  able  to  agree  with 
the  owner,  a  jury  of  freeholders  are  to  appraise  the 
damages,  taking  into  consideration  the  value  of 
the  land  before  the  construction  of  the  road,  and 
the  present  value;  therefore  the  compauy  will 
have  to  pay  but  iu  a  few  instances  for  roadway. 

For  the  first  division  the  right  of  way  is  already 
owned  by  the  Company,  and  they  anticipate  but 
little  expense  will  occur  on  the  whole  route. — 
When  the  road  strikes  Red  River  it  will  be  impor- 
tant for  the  company  to  secure  an  eligible  point, 
for  a  city  of  importance  will  spring  up  above  the 
Raft.  That  stream  being  ravigable  for  a  distance 
of  five  hundred  miles  above  this  obstruction,  all 
the  commerce  of  this  river,  together  with  the  fer- 
tile valley  embraced,  will  give  the  road  a  heavy 
business  of  themselves,  as  well  as  accommodate 
all  the  South-western  portion  of  Arkansas,  to- 
gether with  the  wealthy  Choctaw  Nations,  afford- 
ing them  the  means  of  obtaining  their  supplies  and 
forwarding  their  products  to  tho  seaboard.  A 
general  idea  may  be  formed  of  the  prosptctive  bu- 
siness of  the  first  division,  by  an  attentive  perusal 
of  the  Committee  of  Director's  report,  founded 
upon  facts,  as  at  present  existing,  together  with 
some  extracts  from  the  address  of  Hon.  Ebenezer 
Allen,  late  Attorney  General  for  the  State  of  Tex- 
as, to  the  people  of  the  State,  on  this  subject. 

P.  BREMOND,  President.^ 

July  1, 1864. 


^EsHmate  for  constructing  and  furnishing  70  miUs 
of  Railroad,  extending  from  the  City  of 'Houston 
Texas,  to  the  Navasota  River,  a  branch  of  the  Bra- 
zos River — viz  : 

For  grubbing,  clearing,  ditching, 
embankments,  bridges,  and 
culverts,  on  70  miles,  atS3,050 
per  mile 

For  6,580  tons  rails,  60  lbs,  per 
yard,  at  $75  per  ton 

For  furnifihing,  and  laying  ties, 
sleepers,  &c.,  at  S2,000  per 
mile 

For  laying  70  miles  of  rails  at 
$600  per  mile 

For  erecting  two  depots,  a  ma- 
chine shop,  tanks,  sheds,  and 
sidings 

For  5  locomotives,  at  $10,000 
each 

For  6  p.issenger  cars,  at  $3,000 
each $18,000 

For  20  freight  cars,  at  $1,000 
each 20,000 

For  10  platform  cars,  at  $500 
each .• 5,000 

For  10  cattle  cars,  at  $700  e»ch.      7,000 


$218,600 
493,500 

140,000 
36,000 

50,000 
60,000 


For  engineering  and  office    ex- 
penses   

For  contingent  expenses  at  16  per 

OvJUu  *■••      ■•••      •■••      ••••    •-^    •    •    •  •  ^,i«    , 


-$50,000 
16,000 
167,060 


$1,204,060 
J.  W.  P.  LEWIS,  Chief  Engineer. 
Galveston  and  Red  River  Railroad. 


Lancaster  liocomottve   and  Slacblne  llanii» 
*  factaring  Compitny. 

This  Company  was  organized  May  31,  1863, 
under  the  General  Manufacturing  Law  of  the 
State,  with  the  following  officers  and  Board  of 
Directors: 

David  Cockley,  President ;  M.  0.  Kline,  Secre- 
tary and  Treasurer  ;  John  Brandt,  Sen  ,  Superin- 
tendent; Directors  David  Cockley,  John  Black, 
John  N.  Lane,  C.  Hager,  Michael  Malone,  James 
Black,  A.  W.  Russell,  James  B.Lane,  Henry  Mus- 
selman,  Benjamin  Eibleman  and  Gteorge  T.  Lane. 

The  capital  of  the  Company  is  $80,000,  which 
is  divided  into  shares,  and  is  held  by  the  gentle- 
men who  act  as  Directors,  and  who  are  all  resi- 
dents of  the  city  and  county. 

There  are  two  main  buildings,  each  318  feet 
long,  with  a  cross  section  of  56  feet,  forming  in 
shape  the  letter  H.  The  buildings  are  all  50  feet 
in  width;  the  ground  floor  containing  34,560  square 
feet,  and  aSbrding  ample  room  for  the  working  of 
five  or  six  hundred  men.  The  building  contain- 
ing the  engine  and  boiler,  is  32  by  36  feet.  Stack 
lOO  feet  high.  That  part  of  the  building  fronting 
the  railroad,  is  two  stories  high,  the  second  story 
being  appropriated  as  a  designing,  drawing  and 
pattern  room.  The  engine  now  used  for  the  pro- 
pelling of^he  machinery,  is  75  horse  power,  and 
although  not  very  elaborately  finished  performs 
well.  It  was  built  at  the  Ghesnut  Street  Works  in 
this  city,  by  Mr.  Fellenbanm.  The  foundry  for 
the  casting  of  iron  and  brass  is  extensive,  and  not 
surpassed  by  any  in  the  State.  The  day  we  visited 
the  works'  they  ran  8000  lbs.  of  metal  in  one  hour. 

In  this  branch  as  in  every  other,  the  greatest 
order  prevails,  every  man  and  boy  has  his  place, 
and  each  attends  to  his  duty.  Although  there  is 
many  daily  visitors-many  inquisitive-all  carions- 
they  glide  about  in  the  pursuit  of  their  avocation 
as  if  unconcious  of  any  but  their  fellow  workmen. 

The  same  admirable  system  of  order — ^regularity 
and  attention  to  duty  exists  in  each  department. 

Each  shop  has  its  foreman  who  exercises  super- 
vision over  its  hands,  and  these  foremen  in  turn 
are  subject  to  the  orders  and  control  of  the  Super- 
intendent. Of  this  Superintendent  it  is  almost 
needless  to  speak  —wherever  worth  is  acknowl- 
edged— genius  applauded  or  the  "  Iron  Horse" 
known,  the  name  of  Brandt  has  been  heard  of. 
He  is  a  native  of  this  country,  who  by  the  dint  of 
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industry,  application  aud  study,  has  carved  out 
his  way  to  distinction  if  not  wealth.— Unaided — 
friendless— alone,  from  the  hnmblor  walks  of  life 
to  the  force  of  his  own  genius  does  he  owes  the 
position  he  occupies  as  one  of  the  first  machinists 
of  the  day.  Prior  to  taking  charge  of  the  Lancas- 
ter works,  Mr.  Brandt  was  Superintendent  of  the 
Paterson  works,  N.  J.,  whose  locomotives  hither- 
to have  rivalled  all  opposition,  combining  as  they 
do  the  strength  and  durability  of  the  useful  with 
the  elegance  and  artistic  effect  of  the  beautiful. 
The  same  experience,  application  and  skill 
which  gave  a  name  and  character  to  the  Pater- 
son woiksis  now  employed  at  the  Lancaster,  and 
that  it  will  be  with  a  like  enviable  result  can 
scarcely  be  questioned.  They  are  now  building 
some  first  locomotives  for  the  Pbiadephia  and  Co- 
lumbia railroad,  two  of  which  it  is  expected  will 
be  finished  by  the  first  of  September — When  these 
are  done  we  think  the  fact  will  be  established, 
which  in  advance  we  now  claim,  viz :  that  the  Lo- 
comotives from  this  establishment  will  not  and 
caanot  be  excelled  • — Lancaster  Examiwr. 


Claolnnatt 


lVllmUi|ptoii     and 
Railroad. 


ZancsTllIc 


The  entire  length  of  line  of  this  road  from  Mor- 
row to  Zanesville  is  1131  miles;  to  the  city  of  Cin- 
cinnati, 167  miles.  There  are  but  four  curves 
with  a  less  radius  than  1910  feet— eighty-eight 
percent,  of  the  road  is  straight,  and  seventy-seven 
per  cent  of  the  grades  are  less  than  thirty  feet  to 
the  mile.  Eastward  from  Wilmington  the  line  is 
a  direct  tangent  for  twenty  one  miles.  The  sec- 
tion between  Lancaster  and  Zanesville  is  now  in 
construction,  work  having  been  done  thereon  to 
the  amount  of  S400,000,and  will  be  completed  to 
the  west  bank  of  Muskingum  at  Zanesville,  in  De- 
cember of  this  year.  The  largest  pieces  of  mason- 
ry, and  the  tunnel,  are  already  completed,  The  re- 
ceipts ofthe  company  to  May  Ist,  were  $2,335,674. 
Expenditures  $2,326,460. 

Richmond  and  Petersbarg  Railroad. 

The  total  earnings  of  this  company  made  for  the 
year  ending  April  30,  1864,  were  $139,437  70,  and 
the  ordinary  working  expenses,  $92,436  62,  being 
abouj67  per  cent,  ofthe  gross  receipts,  leaving  a 
nett  reyenue  of  $47,002  18  for  the  year.  There 
hare  been  purcnaaed  and  paid  for  during  the  year, 
materials  for  the  repairs  of  locomotives  and  cars 
and  for  repairs  to  bridges  to  the  amount  of  $7,- 
824  02.  This  is  an  excess  over  the  stock  on  hand 
last  year,  at  the  same  time  of  $3,600,  which  should 
be  properly  deducted  from  the  gross  amount  of 
expenses,  which  would  leave  the  real  cost  of  work- 
ing the  road  $88,885  52  (or  about  63  per  cent,  of 
the  gross  revenue,)  leaving  an  actual  nett  revenue 
over  the  ordinury  working  expenses  of  $60,602  18, 
which  siun  has  been  expended  in  payment  of  in- 
'  terest  on  the  companies  debt  on  construction,  and 
$16,000  of  the  same  in  the  purchase  of  land). 

The  capital  stock  of  the  Company  Is  $686,000. 
Its  total  indcbtednes  $272,086  67.  The  total  cost 
of  the  road  has  been  1,337,362  84,  of  which  sum 
$897,872  47  has  been  defrayed  by  profits  of  trans- 
portation. 

The  company  are  now  reconstructing  their  road, 
the  work  of  which  is  to  be  laid  with  a  heavy  rail 
This  improvement  will  add  some  $220,000  to  the 
present  cost  of  the  road.  To  provide  the  neces- 
sary funds,  the  company  propose  to  issue  bonds 
to  a  sufficient  amount,  for  which  legislative  au- 
thority has  been  obtained.  It  is  expected  that 
with  the  diminished  amount  required  for  extraor- 
dinary expenses,  and  for  repairs  of  track,  and  with 
the  ordinary  increase  of  business,  the  amount  of 
nett  earnings  ^ppUoabU  to  interest  and  dividends 
will  be  in  excess  of  those  of  the  past  year. 


The  following  statement  will  show  the  fiuaucial 
condition  ofthe  company's  afikirs. 

HOST  OF  ROAD  AND    PROPERTT..  .  ,• 

From  Richmond  to  Pe- 
tersburg, including  int- 
erest per  statement  A  1 

Of  brancli  road  to  port 
Walthal,  including  pur- 
chase of  land,  wharves 
coal  tracks,  and  cars 


,909,233  06 


45.539  09 


':}--:■.■";:>. ' , '  ^ : ; .;': '  ; '    .  $954,772  15 

Reconstruction  of  road 89,153  94 

Land  purchase 16,669  17 

i5f  ''  {■■  Debts  due  to  the  Company.        . .  _   • 
This  company's  stock  tak- 
en for  debt $5,376  06 

•pen  accounts 9,296  12 

$14,672  18 

Cash  on  hand 3,524  12 


$1,078,691  56 


CAPrrAi.   STOCK. 


Subscribed  by  individu- 
als, 2.000  shares $300,000  00 

Subscribed  by  the  State, 
old  stock,  3.000  shares ..... "  V;  ; . .    200,000  00 

New  do.  1,856  shares 186,600  00 


'  -'"^/•^/ -riC- ■■'-:■' .  ■:.■•;    t;'      $685,600  00 
Debts  diie  by  the  Company.        .  i    ,  - 
Dividend  bonds  to  the  sUte.  $33,408  00       ': 
Coupon  bonds,  due  1st  Ju-  , 

ly,  1875 176,000  00  -- 

Certificates  of  debt  for  di- 
vidends     2<i,684  14      ; 

Amount  to  credit  of  indi- 
vidual stockholders 63199    ;       ; 

Unclaimed  interest  on  certi-  f 

flcatesofdebt 291  40    -^ 

Bills  payable 39,221  14 

$272,086  67 

Profit  and  loss ■■;,,•.■       121,00489 


;  :  -^  Oy^ '■:■.:  $1,078,691  56 
The  following  statement  shows  the  extraordi- 
nary expenses,  and  other  additions  to  the  proper- 
ty of  the  Company,  exceeding  the  Capital  Stock 
actually  paid,  and  loans,  which  have  been  defray- 
ed oi  I  .  i  tho  1  lofits  of  Transportation,  from  16th 
May,  1838,  to  1st  of  May  1864. 

Ten  new  locomotive  engines.. $60,194  86 

Ten  new  passenger  cars .4 i;  ; .. .  .    20,848  09 

Freight  and  baggage  cars /. 9,666  00 

Coal  cars 26,572  00 

Miscellaneous 27,078  38 

Reconstruction  of  road , 142,743  28 

Land  purchase  in  Richmond 89,158  94 

Dividends  to  Stockholders,  paid 48,142  17 

Still  due ...,V... 24,166  13 


,.<^vv>£.      'I  ;:  :     :«-;vti*ttr  •  ^:,.if      067.808  30 

Dividends  on  the  State  jpaid 33,408  00 

Still  due 83,408  00 

Cost  of  main  road  and   pro-  '  ^  ■- 

perty $909,283  06         f 

Cost  of  branch  road  and  pro-  ! 

perty  .^,.  ........  ......  46,539  09 

"'    "•      964,772  15 


Coolkceteo  UaJlroad. 

The  stockholders  of  this  company  held  their 
anuual  meeting  at  Alton  Bay,  on  Wednesday  last, 
and  elected  William   Hale,  (President,)  William 
Hill,  Stephen  S.  Stone,  Joseph  H.  Smith,  Thomas 
H.   Gushing,  George  M.    Herring,    and   Andrew 
Pierce,  Jr.,  for  Directors,  all  of  them  of  the  old 
board  except  Mr.  l*ierce,  who  fills   the  vacancy 
occasioned  by  the  rtisignation  of  J.  H.  Wiggins. 
The  attendance  was  large  and  the  meeting  passed 
ofi'with  much  unanimity  and  good  feeling.     A  re 
port  of  the  year's  bu8iDe.<«i  shows  the  net  earoingi 
to  have  been  ncariy   30  per  cent.  moi«  than  th 
previous  year, — sufficirnt  to  pay  the  interest    o 
the  entire  floating  and  funded  debt  of  the  compaoy 
and  leaving  a  surplus  of  about  one  and  a  quarfee 
per  cent,  on  the  stock,  to  be   disposed  of  as  may 
be  thought  proper.     The  President  slated  that  the 
receipts  for  June,  1854,  exceeded  those  of  Jane 
1853  by  about  one  thousand  dollars;  and  he  ex- 
pressed the  l)elief  that  the  income  for  the  year  end- 
ing June  1, 1865,  would  be  sufficient  to  meet  all 
the  expenses,  pay  the  interest  on  bonds,  and  pay 
a  dividend  on  the  preferred  stock.     The  report 
was  accepted  with  much  salisfactioa — Dover  In- 
quirer. 


Alontgontery  and  West  Point  Railroad. 


I 


The  receipts  of  this  road  for  the  year  endinjf ' 
March  1st,  1854,  have  been  $230,046  05  ;  of  which 
amount  $133,393  81  were  from  passengers,  $72,  - 
314  80  from  freight,  and  $24,337  44  for  mail 
service.  The  current  expenditures  for  the  same 
period  have  been  $122,950  77.  The  amount  paid 
for  interest  on  debt  has  been  $26,547  70,  leaving 
as  net  earnings  $80,547  58,  equal  to  9  per  cent, 
on  the  capital  stock  of  the  Company. 

The  financial  condition  of  the  company  on  the 
first  day  of  March  last  was  as  follows  : 

Liabilities.  '  '  f 

Amount  paid  in  on  capital  stock.  . .    $892,700  00 

Debts  due.  , 

To  the  State  of  Ala-  '->i 

bama $116,782  64  ..•-,.       -' 

On  bonds  secured  by  '  '      -  ■"  .    ■.. 

mortgage 300,000  00      -  '        -  '- 

On  bills  payable 38,615  20    '      '  ' 

On  open  account 9,227  26 

.  ,      I 469,626  10 

Profit  "and  loss.    Earnings  of  the 
road  for  the  past  year 80,547  68 

;•''!:  ;  'Xl  $1,482,878  68 

-   '.      ^Afsets. 
Road  account— Cost  of  88>^  miles.  $1,113,846  98 

12  locomotives $83,360  00 

169cars 82,600  00 

Machinery  in  shops 17,780  60  , 

Material  on  hand ......   26,663  61  1 

Team  and  tool  account.     2,026  00 
Real  esUte,  depot 31,780  62 


66  Negroes. ......  I 36,860  00 

4,800  acres  of  land 6,488  48 

Steam  mills 6,000  00 


242,999  68 


;f.'. 


$1,337,363  84 
Deduct  capital  stock  actually  paid.  $679,878  94 
And  amount  of  debts  due  by  the 

Company 272,086  67  ■  ^  y ,"  ' 

Less  available  debts  due 

to  the  compay 8,946  12 

And  cash  on  hand 8,624  12 

12480  24 


■  en  i 


.269,616  48     1  .^  ' 
989,4^6  88 


Whole  amount  defrayed  out  of 
profits  of  transportation 


Debts  due. 

By  Post  office  Depart- 
ment      4,066  24 

By  Bills,  notes  and  ac- 
counts       8,059  32 

Cash  in  treasury 16,074  03 

.-■  i."-'r    in'.  '■•■..    i-Avv".   ■,■■-•.■:-...•.  V. 


48,388  48 


t 


28,189  69 


$1,482,873  68 
The  earnings  of  the  road  from  March  1st,  1849, 
to  March  1st,  1853,  amounting  to  the  sum  of 
$288,523  66,  have  been  applied  to  construction,  aod 
an  equal  amount  of  slock  issued  to  parties  entitled 
to  dividends.  Oat  of  the  earnings  for  the  past 
year,  a  cash  dividend  of  2  per  ceat.  was  paid,  aod 
897,872  47|  one  in  stock  equal  to  7  per  cent. 


.»■    ■-■  .    V 
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The  total  amount  of  outstaoding  iodebiedoess 
on  the  first  day  of  March,  1863,  was  8511,159  73, 
of  which  861,283  09  was  paid  during  the  year. 
As  a  portion  of  the  debt,  to  the  amount  of  $300,- 
000  will  fall  due  within  three  years,  and  as  the 
company  will  bo  compelled  to  make  further  pur- 
chases of  iron  to  relay  a  portion  of  their  road, 
they  propose  to  make  an  issue  of  bonds  to  the 
amount  of  8550,000 ;  $250,000  to  be  applied  in 
payment  of  the  debt,  and  $300,000  in  the  pur- 
chase of  rails.  This  issue  would  make  the  funded 
debt  as  follows. 

Due  SUte  of  Alabama,  May  1st.  1860.  $116,782  64 
Bonds  issued  to  the  Opeleika  R.  R.  . .  150,000  00 
Bonds  to  be  issued  for  rails,  &c 550,000  00 


'■  -  ■'■     ■     ■  "  $816,782  64 

The  net  income  for  the  coming  year  is  estimated 
at  $200,000,  a  sum  sufficient  to  pay  the  interest 
on  the  indebtedness  of  the  Company,  a  dividend 
of  7  per  cent,  on  the  stock,  and  leave  $55,000  to 
a  sinking  fund. 

The  Opeleika  Branch,  extending  to  the  city  of 
Columbus,  so  as  to  connect  with  the  Muscogee 
Railroad  is  in  progress  of  construction  by  the 
above  company.  Its  length  will  be  about  29  miles, 
and  its  estimated  cost  about  $350,000.  The  above 
branch  will  add  much  to  the  value  and  con- 
venience of  the  main  trunk. 

We  copy  the  following  from  tho  report  in  refer- 
ence to  the  future  connections  proposed  to  be 
made.  '  '-":■.-■,■ 

I  submit  (says  the  President,)  for  your  consid- 
eration a  charter  obtained  at  the  late  session  of 
the  legislature,  authorizing  the  building  of  a  con- 
tinuous line  of  Railroad  across  the  State  ;  and  au- 
thority is  given  by  the  charter  to  purchase  the 
Montgomery  and  West  Point  Railroad.  The  con- 
nection with  Selma  and  with  the  Alabama  and 
Mississippi  Rivers  Railroad,  which  is  now  progres- 
sing west  of  Selma,  and  will  probably  open  for  use 
thirty  miles  of  road  to  Union  Town,  in  Perry 
county,  by  January,  1855,  is  a  matter  of  great  im- 
portance to  the-  future  prosperity  not  only  of  the 
Montgomery  and  West  Point  Railroad,  but  to  the 
entire  line  of  Atlantic  roads.  The  Southern  Rail- 
road of  Mississippi  is  under  contract,  and  will  be 
completed  to  the  State  line  of  Alabama  within 
three  years ;  by  which  time,  we  may  rely  on  the 
completion  of  a  very  large  portion  of  the  Vicks- 
burg  and  Shreveport  road,  leaving  a  distance  of  not 
exceeding  fifty  miles  to  provide  for  west  of  Selma, 
to  give  a  continuous  line  of  Railway  connection 
to  the  borders  of  Texas.  The  Board  have  caused 
surveys  to  be  made  of  the  route  from  Montgom- 
ery to  Selma,  both  on  the  east  and  west  sides  of 
the  Alabama  river;  and  as  early  as  a  successful 
movement  can  be  made  to  interest  the  roads  east 
of  Montgomery  in  building  the  road  from  Mont- 
gomery to  Selma,  the  Board  will  convene  a  spec- 
ial meeting  of  stockholders  to  consider  upon  such 
plans  and  propositions  as  may  tend  to  a  speedy 
completion  of  it ;  and  they  would  now  express  to 
the  stockholders  in  convention  their  opinion  that 
the  proposed  connection  is  indispensable  to  the 
protection  of  the  Montgomery  and  West  Point 
Railroad,  and  should  be  constructed  at  the  earliest 
practicable  moment. 

You  will  recollect  that  at  your  annual  meeting 
in  1851,  you  authorized  a  subscription  to  the  cap- 
iul  stock  of  the  Alabama  and  Florida  Railroad 
of  8100,000,  whenever  such  other  subscriptions 
should  be  obtained  as  would  authorize  the  com- 
mencement of  the  work.  It  is  hoped  that  the 
commencement  of  this  important  work  will  not  be 
delayed  beyond  this  fall.  For  if  only  means  can 
be  obtained  to  put  in  operation  sixty  miles  of  it 
in  the  direction  of  the  Gulf,  it  will  pay  a  hamd- 
some  interest  upon  the  investment,  and  greatly 
promote  the  prosperity  of  Montgomery,  by  draw- 
ing to  it  ft  Urg«  lr»de  which  now  goes  to  the  var- 


ious landings  on  the  Alabama  river,  between  Cen- 
treport  and  Montgomery,  and  greatly  increase  the 
travel  which  passes  through  it.  A  road  construc- 
ted from  Montgomery  to  Fort  Dale  or  QreenvUle, 
and  extended  fifteen  miles  below,  would  be  on  the 
direct  route  to  Mobile,  a.<;  well  as  to  Pensacola, 
and  by  the  use  of  a  line  of  stages  from  the  end  of 
the  Railroad  to  a  point  on  the  Alabama  river, 
somewhere  near  Gainestown,  which  is  about  100 
miles  above  Mobile  a  most  comfortable  connec- 
tion between  Mobile  and  Montgomery  could  be 
made  in  twenty  to  twenty-four  hours. 

Say  by  Railroad  60  miles  long 3  hours. 

By  stage  from  end  of  Railroad  to  Ala- 
bama river,  60  miles 10  hours. 

By  pasiienger  line  of  boats  to  Mobile,  100 
miles 8  hours. 

~  21  hours. 

With  this  road  of  60  miles,  at  once  put  under 
contract  and  speedily  completed,  the  completion 
of  the  entire  line  to  Pen.sacola  on  the  one  side, 
and  to  Mobile  Bay  on  the  other,  would  certainly 
follow. 


Galena  and  Cbieaco  Railroad. 

SEVENTH    ANNUAL    REPORT. 

Gentlemen — With  this,  our  Seventh  Annual  Re- 
port, we  submit  the  reports  of  John  "Van  Nort wick. 
Chief  Engineer,  and  Wm.  M.  Larrabee,  Secretary, 
of  this  company,  together  with  tabular  statements 
showing  the  business  of  the  operating  department. 
To  these  statements  you  are  referred  for  detailed 
information  in  the  several  departments. 

The  main  line  of  your  road  to  Freeport,  121 
miles,  was  all  in  operation  on  the  first  day  of  Sep- 
tember last.  The  Beloit  Branch  was  opened  for 
business  on  the  14th  of  November ;  46  miles  of 
the  Dixon  and  Iowa  Central  Route  was  laid  in 
January  last,  but  was  not  in  a  condition  to  be  ful- 
ly opened  for  business  until  about  the  1st  of  May. 

Tho  receipts  of  the  roiwi  the  past 
year,  including  the  surplus  of  $93,433 
76  on  hand  May  1st,  1853,  were $899,042  88 

The  expense  of  operat- 
ing the  road  for  the  same 
time  was $369,199  04 

The  amount  of  divid-        .  .,  , 

ends  declared  1st  August 
and  Ist  Feb'y  was 353,154  68 

Interest  account,  dec.. .     10,994  76 

723,348  48 


Leaving  balance  1st  May,  of.  .$175,694  40 

The  General  Assembly,  on  the  application  of  the 
Directors,  have  amended  tho  charter  of  the  com- 
pany, so  as  to  authorize  the  company  to  increase 
its  capital  stock  to  a  sum  not  exceeding  five  mil- 
lions of  dollars,  and  to  extend  the  Dixon  and  Cen- 
tral Iowa  Route  to  Dixon,  and,  if  they  should 
deem  it  expedient,  to  the  Mississippi  River ;  or,  to 
unite  or  consolidate  with  any  other  road  on  that 
route.  Under  this  provision  the  company  are  now 
constructing  and  will  extend  their  road  to  Dixoa, 
23  miles,  and  they  have  made  a  lease  and  agree- 
ment with  the  Mississippi  and  Bock  River  Junc- 
tion Railroad  Company  by  which  a  continuous  and 
complete  line  of  railroad  will  be  made  and  oper- 
ated, under  the  control  and  management  of  this 
company,  from  Chicago  to  the  Mississippi  River  at 
Fulton,  a  distance  of  135  miles.  By  the  terms  of 
this  lease  that  company  are  to  prepare  the  road- 
way for  the  superstructure  and  this  company  are 
to  complete,  stock,  operate  and  manage  it  in  per- 
petuity, paying  that  company  seven  per  cent,  per 
annum,  semi-annually,  on  the  expenditures  made 
by  them.  The  work  and  expenditures  to  be  done 
by  said  company  are  placed  under  the  supervision 
of  John  Van  Nortwick,  Esq.,  as  President  and  En- 
gineer of  that  company. 

That  portion  of  the  Illinois  Central  Railroad 
which  forms  the  continuation  of  your  main  line 
from  Freeport  to  Galena  and  Dubuque  is  complet- 
ed to  Warren,  26  ipiles  beyond  Freeport,  and  is 
Qow  operated  by  thia  Company. 


It  is  expected  that  the  remainder  of  that  road 
will  be  completed  during  the  ensuing  autumn, 
when  this  company  will  derive  the  full  benefit  of 
a  through  line  to  the  Mississippi  river  in  the  di- 
rection of  Northern  Iowa  and  Minnesota. 

A  permanent  contract  has  been  made  for  busi- 
ness connections  by  this  and  the  Illinois  Central 
Railroad  Company  with  the  Mineral  Point  Rail- 
road Company.  This  road  connects  with  the  Il- 
linois Central  road  24  miles  West  of  Freeport  and 
extends  to  Mineral  Point,  a  distance  of  32  miles. — 
It  is  in  a  good  state  of  progress. 

A  contract  of  like  character  has  been  made  be- 
tween this  company  and  the  Beloit  and  Madison 
Railroad  Company,  extending  from  Beloit  to 
Madison.  Twenty  miles  of  this  road  will  soon  be 
laid  and  opened  for  business,  leaving  28  miles  to  be 
done  to  complete  the  road  to  Madison. 

A  similar  contract  has  also  been  made  with  the 
Fox  River  Valley  Railroad  Company  which  con- 
nects with  this  road  at  Elgin  and  extends  to  the 
State  line,  a  distance  of  about  33  miles.  This 
road  will  be  opened  for  business  the  present  fall. 
At  the  State  line  this  road  connects  with  the  Cen- 
tral Wisconsin  road,  leading  Northwesterly  through 
that  State,  a  portion  of  which  is  also  in  progress. 

The  favorable  routes  and  location  of  your  road 
and  branches,  (as  may  be  seen  by  reference  to 
the  accompany i  ig  map);  the  business  connections    .; 
with  roads  befo  e  referred  to,  together  with   the    ' 
arrangements  pi  viously  made  with  the  Chicago    '  . 
and  Aurora  Raili  <  ad  Company,  with  its  connections     . 
with  the  Illinois  i.'  itral  Railroad  extending  South,    ' 
and  the  Central M.i);ary  Tract  and  Northeni  cross   |v. 
Railroads,  extending  to  Burlington  and  Quincy  to  f  ■ 
the  Southwest,  will  fully  justify   the  directors   in    t  ' 
saying  that  your  road  Is  now  in  a  position  where  it   ' 
can  be  but  little  affected  by  the  construction  of  any    '^ 
connpeting  lines  of  road,  and  that  the  stockholders   ' 
can  rely  upon  good  and  satisfactory  returns  for  their    '  ; 
investments.  '' 

By  order  of  the  Board  of  Directors.  • 

JOHN  B.  TURNER,  President.      .^ 

Chicago,  June  7,  1854. 

Tho  Report  of  the  Chief  Engineer  states  that    . 
the  pressure  of  business  will  require  the  construc- 
tion of  an  additional  track  from  Chicago  to  Cot-   v 
tage  Hill  the  present  season,  a  distance  of  16  miles.    > 
The  amount  necessary  for  the  completion  of  the 
straight  line  to  Dixon,  70  miles  from  its  intersec-   . 
tion  with  the  main  track,  and  28  miles  from  Chi- 
cago; is  estimated  at  $525,000.     The  cost  of  ex-    ^' 
tending  this  branch  from  Dixon  to  the  Mississippi   :* 
River,  a  distance  of  37  miles,  or  136  from  Chicago,  ■■[ 
is  estimated  at  $600,000.    It  is  believed  that  the   i\ 
"straight  line"  will  be  completed  during  the  pres-  i; 
ent  year.  ;  :> vasi  ^ : ,  ;t  -*>.-. 

Additional  buildings  are  required  at  Chicago,   t 
t«  provide  which  it  is  estimated  that  $260,000  will    :  ; 
be  required  the  present  year.  * 

The  equipment  of  the  road  now  consists  of  80  v./- 
locomotive  engines,  84  passenger  and   baggage   r'' 
cars,  307  house  freight,  96  platform  freight  cars  i 
and  132  gravel  and  hand  cars ;  9  locomotive  en- 
gines and  about  125  passenger  and  freight  cars  ; 
will  be  added  to  the  above  by  September  next.  > ' 
The  additional  expenditures  for  equipment  the  ^i ' 
present  season  will  be  at  least  $200,000. 

Statement  of  the  Affairs  of  the  Galena  and  Chicago 
Union  Railroad  Company,  to  May  1st,  1864. 

Construction,    main 

line $2,030,494  31 

Construction,  Beloit 

Branch 379,767  89 

Construction,  Dixon 

and  Iowa  Central 

Route 797,633  16 

Depot  grounds  and 

buildings 839,807  11 

Equipment 696,558  67 

$4,148,666  24 
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Cottage  Hill  and  EJgia  liDe,  prelim- 
inary surveys 268  13 

Materials,  strap  iron,  timber,  &c., 
oaband 31,342  88 

Shops,  tools,  machinery  and  mater- 
ials on  hand 68,762  66 

Wood, and  wood-land  on  hand....         76,931  70 

TowDsend  &,  Mather's  purchase,  in- 
cluding taxes 20,167  17 

Real  estate,  miscellaneous  land. ..  564  21 

Stock  owned  by  the  company,  for 
shares  relinquished  and  forfeited  1,972  00 

Debts  due  and  obligations  belong- 
ing th  the  Company 131,307  20 

Cash  in  the  hands  of  the  Treasurer         41,337  99 


$4,616,290  18 


Capital  stock,  paid  in 

Bonds,  10  per  cent.,  convertible, 
outstanding ^ 

Mortgage  Bonds,  7  per  cent.,  not 
convertible,  sold 

Bills  payable  and  other  liabilities  . 

Subscriptions  to  preliminary  sur- 
vey, convertible  certificates  is- 
sued, now  outstanding 

Income  account,  surplus  earnings. . 

Stock,  profit  and  loss,  fur  forfeited 
stock 

Dividends,  unclaimed 

Dividend  certificates,  outstanding. . 

New  stock  certificates  of  1863,  un- 
converted   


S2,682,167  41 

26,000  00 

1,356,000  00 
215,256  62 

56  18 
175,694  40 

110  00 
8,249  48 
8,658  28 

44,097  81 


£  i>. 


S4,516,290  18 
The  net  earnings  for  the  several  years  during 
^hich  the  road  has  been  opened  have  been  as  fol- 
lows: ;»»-..;  .•  ■,•.::        . '    •■-:■; 

S  a  v 

-     5       ^         ^ 

1861 $78,781         42         $1,875 

1862 123,948         62  1,999 

1853 286,161  90  3,179 

1854 439,814        160  8,383 

The  total  number  of  passengers  carried  the 
past  year  were  238,296.  Total  receipts  from  do., 
$339,996  39,  Total  receipts  from  freight  $447,- 
667  52.  Mails  and  incidental  receipts  $11,349  97. 
The  total  number  of  tons  carried  in  the  cars  were 
183,206,  of  which  86,679  went  east  and  96,627  loest. 
The  amount  of  lumber  carried  into  the  interior 
amounted  to  33,842,153  feet.  The  very  nearly 
equal  amount  of  business  in  either  direction,  is 
one  of  the  causes  of  the  extraordinary  success  of 
the  above  road  which  has  been  unequalled,  we 
believe,  by  any  similar  work  in  this  country. 

Chattanoaga  and  Cleveland  Railroad. 

The  Chattanooga  Advertiser  states  that  the  re- 
cent surveys  show  the  line  of  their  road  to  be  29 
miles  long.  The  nature  of  the  country  is  such 
that  an  air-line  cannot  be  constructed,  except  at 
an  immense  outlay ;  but  by  repeated  trials,  a  very 
direct  and  practical  route  has  been  attained,  which, 
in  a  general  sense  may  be  termed  an  air-line.  The 
country  between  Chattanooga  and  Cleveland  is 
made  up  of  numerous  ridges  and  valleys,  at  right 
angles,  with  the  bearing  of  this  road,  and  hence 
slight  deviations  were  necessary  to  reach  certain 
gaps,  through  which  only  the  line  could  be  con- 
structed. The  first  route  taken  involved  two  tun- 
nels, the  one  through  Missionary  Ridge  of  2,500 
feet,  and  a  second  some  distance  from  this,  of  600 
feet,  with  grades  of  80  feet  to  the  mile.  This 
route  was  thrown  aside  and  another  more  east- 
ward, running  through  a  gap  on  the  land  of  B.  F. 
Scott.  Esq.,  in  Missionary  Ridge,  which  is  passed 
by  a  tunnel  of  only  1,000  feet,  and  a  grade  of  50 
feet  to  the  mile.    It  then  passes  oyer  House's 


Camp  Ground  Ridge,  which  is  the  higest  land  be- 
tween the  two  termini — Cleveland  being  only  a 
few  feet  higher  than  Chattanooga.  Beyond,  a  line 
is  taken  east  of  the  first  line,  which  is  some  long- 
er, say  2,000  feet,  but  a  tunnel  is  cleared  and  the 
curves  and  grades  arc  much  better,  so  as  to  make 
this  route  preferred.  :. ^;    '   ' 

Leaving  Chattanooga,  the  C.  &  C.  R.  R.  will 
cross  above  the  Western  and  Atlantic  Railroad  at 
some  20  feet,  so  that  no  collision  can  occur. — 
This  point  is  9  miles  from  this  city  by  the  West- 
ern &<  Atlantic  Railroad,  but  only  seven  miles  by 
the  Chattanooga  and  Cleveland  Railroad,  near 
which  both  roads  cross  Chickamauga  Creek  by  a 
bridge.  This  bridge  is  the  first  on  the  C.  &  C. 
R.  R.  and  the  third  on  the  W.  &  A.  R.  R.,  so  that 
in  running  from  the  same  city  to  this  junction  two 
miles  of  road  and  two  heavy  bridges  are  cleared  in 
favor  of  the  C.  &  C.  R.  R.  route. 

Between  Chattanooga  and  Cleveland  there  will 
be  only  three  bridges  which  is  very  favorable,  for 
the  country  is  full  of  streams,  but  the  line  select- 
ed avoids  bridging  the  most  of  them. 

The  first  locating  of  the  road  is  now  in  progress, 
and  before  many  weeks  pass,  it  will  be  under  con- 
tract, by  Robert  Gray  Esq.,  of  Opelika,  Ga',  pro- 
poses to  construct  the  road  on  terms  advantage- 
ous to  the  company,  and  his  ofi'er  will  probably 
be  accepted  We  understand  that  other  responsi- 
ble contractors  have  given  in  bids,  for  the  entire 
road,  80  that  there  need  be  no  delay  In  its  con- 
struction. 


Lioalsvllle  and  Frankfort  Railroad* 

The  late  annual  report  of  this  Company  shows 
a  total  of  gross  earnings  from  June  1853  to  June 
1864  of  $267,070,03.  These  receipts  show  an  ex- 
cess of  30}  per  cent,  on  last  year,  and  those  of  last 
year  showed  an  excess  on  the  preceeding  year  of 
21%  per  cent.  The  expenses  during  the  last  year 
have  been  $153,918,92 — leaving  the  net  earnings 
$113,151 ,11.  The  expenses  are  thus  67%  per  cent, 
of  the  receipts.  A  dividend  of  6  per  cent,  payable 
in  stock,  has  been  declared ;  the  earnings  of  the 
road,  which  would  otherwise  have  been  appropri- 
ated to  the  payment  of  a  cash  dividend,  having 
been  applied  to  the  construction  of  switches,  new 
water  stations,  and  for  the  purchase  of  real  estate 
equal  in  amount  to  that  sum. 

The  construction  of  the  Newport  branch,  as  also 
the  construction  of  the  Knoxville  branch,  have 
been  abandoned  for  the  present,  owing  to  the  mon- 
ey crisis. 

The  company  endorsed  bonds  to  the  amount  of 
$100,000  of  the  Maysville  and  Lexington  Railroad 
Company,  but  in  consequence  of  increasing  em- 
barrasmcnts  they  could  not  be  sold.  The  Presi- 
dent of  the  Maysville  road  had,  however,  pledged 
57  of  these  bonds  and  43  bonds  of  the  city  of 
Maysville  for  $54,000  to  New  York  bankers.  To 
obtain  $100,000  bonds  of  the  Louisville  and  Frank- 
fort Railroad  Company  the  President  gave  the 
New  York  bankers  a  bonus  of  18,000. 

The  report  of  the  Superintendent,  Mr.  Gamble, 
shows  that  many  improvements  have  been  made 
to  the  road  during  the  past  year.  The  company 
has  13  locomotives,  10  passenger  and  123  freight 
and  other  cars.  The  Superintendent  adds  that 
the  road  is  in  better  condition  than  it  ever  has 
been  before. 

Only  one  serious  accident  has  occurred,  which 
caused  the  death  of  abrakeman'  who  carelessly  «► 
tempted  to  get  on  a  train  while  in  motion. 

Ontario,  Simcoe  and  Huron  Railroad. 

The  earnings  of  the  Ontario  Simcoe  and  Huron 
Railroad  for  June,  1854,  were  $14,663,  against 
$5,791  in  June,  1863. 


For  Sale. 

A  STATIONARY  Engine,  having  cyHnders  13 
inches  bore  and  20  inches  stroke  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
jal,14  29  tf.]  OP  74  Broadway,  New  York. 


To  Railroad  and  Canal  Co.'s 
Contractors,  &c. 

THE  undersigned  would  direct  the  attention  of 
Chief  Engineers  and  Contractors  to  the  facili- 
ties they  possess  for  supplying  them  with  labor- 
ers, mechanics  &c.,  ofany  description,  and  also  in- 
form  them  that  they  forward  and  deliver  such  meA 
at  whatever  destination  they  may  be  required. 

Companies  or  Contractors  desirous  of  receiving 
steady  and  industrious  men,  will  be  promptly  8U|>- 
plied  at  the  shortest  possible  notice. 

JOHN  J.  HELLING  &  CO, 
No.  86  Greenwich  Street,  New  York. 
26.4t 


JLawrence  Seienttfle  School, 

HARVARD  UMVERSITY. 
ri'>HE  next  term  of  this  Institution  will  open  on 
-L    the  thirty-first  day  of  August,  1854,  and  con- 
tinue twenty  weeks. 

Instruction  by  Recitations,  Lectures  andTracti- 
cal  exercises,  according  to  the  nature  of  the  Study 
will  be  given  in :  ' 

Astronomy by  Messrs,  Bond. 

^oiKxj „  Prof.     Gray. 

Chemistry,    Analytical 

and  Practical .,      „        Horsford. 

Comparative  Anatomy 

and  Physiology „      „        Wyman. 

Engineering „      ,,        Eustis. 

Mathematics ,      „        Pierce 

Mineralogy „      „        Coeke. 

Physics „      „        Lovering, 

Zoologyand  Geology,  ,.  „       „         Agassiz. 
For  further  information  concerning  the  School 
application  may  be  made  to  Prof  E.  N,  Horsford 
Dean  of  the  Faculty.  '  j 

Camaeidge,  Mass.,  July,  1854,  [30  4t 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Compaqy,  24  crate  caia. 
adapted  to  Railroad  purpose,  which  will  be  sold  at  a  ~t? 
oiiable  price.     For  Airtber  information,  apply  to 

SAMCBL  J.  HAYSa, 
M.  of  M.,  Baltimore  and  Ohio  R.  B  Co- 
^  Or  BRIDGES  ic  BRO  '  " 

19  If  M  CourttaDd  at,  N'ew  York, 


Railroad  Iron  at  Auction. 

THURSDAY  August  3d  at  twelve  o'clock,  a| 
the  sales  room  64  William  street" 
1268  tons  English  Rails,  New  York  and  Erl« 
pattern,  about  fifty  six  pounds  linear  yard,  of  ap- 
proved quality,  make  and  pattern. 

These  Rails  are  in  the  United  States  Bonded 
warehouse  at  Brooklyn,  and,  convenient  for  ship- 
ments    Sample  Bars  can  be  seen   at    Aactioa  < 
Room.  July  29,        It    ^ 


Lowmoor  iron. 

W.  BAILEY  LANG  &  CO ,  64  CLIFF  STREET 
liave  ill  stock  and  olR-r  for  sale  an  aisortnieat  of  Round,  Flat  * 
and  S<iuarc  Bare  LOWMOOR  IRON',  which  tlK>}-,wiU  wO  by  the 
ton  or  single  bar.  The  utteotioD  of  nianufiictarora,  Railway 
Managers  and  Mechanics  is  particularl}-  directed^to  the  quality 
of  this  Iron,  a«  iu  great  strength,  uniformity,  and  freedom  from 
flaws,  render  it  Uie  best  Iron  in  the  niarkot.  where  fint  quality  m 
required.  k 

W.  BAILEY  LAKO  tc  CO.,  being  Sole  AgenU  in  the  TM« 
ted  States  and  Canadas  ft>r  the  LOWMOOR  CO.,  will  execute  or- 
ders at  manufacturer's  prices.  8t.Sl 

Power  Planers. 

THOSE  in  want  of  a  small  Power  Planer  which 
will  plane  3  feet  in  length,  14  in.  wide,  aod 
12  in.  deep,  and  made  in  a  superior  manner,  will 
please  call  at  the  office  of  the  MERIDEN  MA- 
CHINE CO,  16  Gold-st.  Conner  of  Piatt,  New  York 
City. 

Any  communication  by  mail  directed  to  the  of- 
fice or  Factory  (West  Meriden,  Ct.,)  will  meet 
with  prompt  attention. 

UniTcrsal  Scroll  Chucks.     ». 

THOSE  in  want  of  a  superior  article  and  of 
various  siz«8  will  please  call  at  or  adress  the 
MERIDEN  MACHINE  CO.  16  Gold-st,  conmer  of 
Platt,  New  York  City,  81 A 
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Knenck^s  Field  Book  for  £ngl- 
eers. 

Sbcond  Edition. 

D.  APPLETON  (fcCO.  346  and  348  Broadway. 

JUST  PUBLISHED. 

FIELD  BOOK  FOR  RAILROAD  ENGINEERS 
Coutaining  Formula;  for  laying  out  Curves' 
Determining  Frog  Angles.  Levelling,  Calculating 
Earth  Work,  &c.,  (fcc,  together  with  Tables  of 
Radii,  Ordinates'  Deflections,  Long  Chords,  Mag- 
netic YariatioD,  Logarithms,  Logarithm  and  Natu- 
ral Lines.  Tangents,  &c.,  &c.  By  John  B.  Henck,  A 
;  M.,  Civil  Engineer.  One  vol., pocket  book  form. 
i  Price  Sl,76. 

The  first  edition  of  1000  copies  of  this  Work 
was  sold  off  in  four  weeks,  a  sale  almost  unprece- 
dented in  works  of  this   class.     The  Publishers 
have  received  letters  from  the  following  eminent 
;.'  Professors  and  practical  Engineers,  who  commend 
it  as  the  best  practical  clenentary  work   on  tho 
subject  of  American  Railroad  Engineering; 
Professor  D.  H.  Mabao,  West  Point. 
Professor  M.  M.  Gillespie,  Union  College. 
Professor  H.    E.    Eastis,    Lawrence  Scientific 

School. 
Professor  B.  F.  Greene,  Rensselaer  Polytechnic 

School. 
Professor  J.  T.    Benedict,    New    York    Free 

Academy. 
W.  J.  McAlpine,  State  Engineer. 

E.  S.  Chesbrough,  City  Engineer,  Boston. 
S.  M.  Felton,  Philadelphia. 

G.  W.  Whistler,  Ne.v  Haven  Railroad. 
Wm.  E.  Worthen,  New  Haven  Railroad.    . 

CRITICISMS  OF  THE  PRESS 

"This  treatise  presents  one  of  those  rare  instan- 
.:  ces  in  which  thorougly  scientific  theory  is  applied, 
in  an  eminently  practical  and  common  sense  way; 
the  tables  alone,  if  republished  in  a  separate  form, 
would  be  a  valuable  treatise  to  civil  engineers  in 
every  department,  and  for  architects,  mechanics, 
;  and  alsoto  all  persons  engaged  in  practical  calcu- 
;■  latiODB.     The  whole  treatise  reminds  us  of"  Bow- 
ditch's  Navigator,''    and  seems  to  us  destined  to 
hold  the  same  rank  with  railroad   engineers  that 
/  the  "  Navigator  "    holds  with  shipmasters.     It 
:  must  become  the    indispensable  Vade  Mccuvi  of 
every  assistant  engineer.    It  will  be  of  great  service 
to  the  intellectual  character  of  the  profession  as 
well  as  a  great  means  of  diminishing  their  labors." 
..  —-Railroad  Journal. 

"This  book  will  be  warmly  welcomed  by  assist- 
-  ant  railway  engineers.     It  contains  thoroug  treat- 
;  ises  on  curves,  levelling  earthwork,  &c.'  &c.     The 
':  tables  have  evidently  been   prepared  with  great 
care.     The  book,  in  fact,  contains    almost   every 
thing  that  can  be  required  by  assistant  engineers, 
'  either  in  the  field  or  oflBce.     The  author  evidently 
knows  what  they  require,  and  in  what  form  it 
should  be  given." — vAraerican  Railway  Times. 
.:      "  An  invaluble  book  to  a  civil  engineer,  partic- 
'■  nlarly  if  engaged  in  laying  out  railroads." — Bos- 
ton Transcript. 

"Much  of  the  work  is  the  result  of  original  in- 
yestigation,  and  has  the  zeal  and  commendation  oi 
a  working  man. — Rochester  Advertiser. 
29.3t 


Mew  York  and  Erie  U.  R. 

PASSENGER  TRAINS 

leave  Pier  toot  of  Duaoe  street, 

asfoUowB,  viz: — 

BtrrrALO  Express,  at  6  a.  m.  tor  BiifliUo  direct,   without 
change  of  bagKai(e  or  cars. 
Dunkirk  Espresa,  at  7.  a.  m.  tor  Dunkirk. 

Mail,  at  8i^  a.  m.  tor  Dunkirk  and  Buflalo,  and  intermediate 
■tations. 

Wat  Expbbbs,  at  12)i  p.  m.  for  Dunkirk. 
Rockland  Paisensrers,  at  3.  30  p.  m.,  (from  foot  of  Cbamera 
Street)  via  Piermoot,  for  Suffern  and  intcrmediato  stations. 

Wat  Passemoer,  at  4  p.  m.,  for  OtisvUle,  and  intermediate 
•tatiooa. 

Night  Ezpriss,  at  6  p.  m.  for  Dunkirk  and  Bu&Ia 

Emigrant  at  6  p.  m. 

On  Sundays  only  one  Express  Train — at  6  p.in. 

These  Express  Trains  connect  at  BuflUo  nnth  ftrst-claas 
•plendid  Ptearners  on  Lake  Erie  tor  aH  ports  on  the  Lake  ;  and 
at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland,  Cincin- 
nati, Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  Sup't 


■\TEW  YORK  STATE  CANALS.— NOTICE  TO 
1>I  CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

ENLARGEMENT  OF  OSWEGK)  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Fulton,  until  the 
eighth  day  of  August  next  at  10  o'clock  in  the 
forenoon  for  the  following  described  work  : — 

Section  No.  1,  with  penalty  in  bond  of  $10,500. 

„       No.  2,    „  „       ^  .  „     „    10,000. 

Part  do.  81  and  82  „  „        „      „      „    12,000. 

Section  83  „  „        „      „     „      9,000. 

Part  do.  87  and  88 „      „      6,000. 

Oswego  Dam  „  „       „     „     „      6,000. 

The  Oswego  Dam  to  be  completed  by  the  first 
day  of  December,  1855,  and  the  remainder  to  be 
completed  by  the  first  day  of  April  1866, 

ENLARGEMENT  OF  CAYUGA  AND  SENECA 
CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
the  10th  day  of  August  next,  at  10  o'clock  a.  m, 
for  the  following  described  work. : — 

Section  No.  1,  with  penalty  in  bond  of  $5,500. 
)i        )i    2,     ,.         „        „    „      ,,      6,000. 

11  II     ^f      11  II  II      II        )»        ^,ouu. 

u         II    *i     11  II         II     11       II      o,WU. 

i»  i>    o,     ,,  ,,  „     „       ,,       4,oU0. 

Lock      „10,    „         „        „    „      „     4,000. 

)i         II  1I|     II  II         II     II      II      4,500. 

Towing  Path  Bridges  on  Sections  1  and  8,  with 

bond  of  SIOOO. 

The  Locks  and  Towing  Path  Bridges  to  be  com- 
pleted by  April  Ist,  1865,  and  the  remainder  of 
said  work  by  April  Ist,  1856. 

ENLARGEMENT  OF  ERIE  CANAL— WESTERN 
DIVISION. 
Sealed  proposals  will  be  received  at  the  En< 
gineer's  Office  in  the  city  of  Rochester,  until  the 
twelfth  day  of  August  next,  at  10  o'clock,  a.  m.  lor 
the  following  described  work  : — 

Abutments  of  Genesee  street  Bridge,  Buf- 
falo, with  penalty  in  bond  of. $1 ,200. 

Iron  superstructure  of  do.,  with  penalty  in 
bond  of 1,500. 

Completion  of  Culvert  and  Waste  Weir 

Section  306,  with  penalty  in  bond  of . .  . .      500. 

Culverts  on  Sections  211  and  212    do.    do.  1,600. 

Culverts  on  Sections  215  and  216    do.    do.  1,800. 

Culverts  on  Sections  218,  228  and  229 
do.  do 1,500. 

Bridge  Abutments   on  Sections   212,  213 

and214do 3,600. 

Bridge  Abutments  on  Sections  216,  216 
and  217  do 3,000. 

Bridge  Abutments   on  Sections  218  and 

219    do 6,700. 

Bridge  Abutments  on  Sections  228,  229 
and  231  do 3,700. 

Waste  Weirs  on  Sections  216  and  218  do. . .      800. 

The  Culvert  on  Section  306  and  Abutments  of 
Genesee  street  Bridge  to  be  completed  by  April 
1st,  1855.  The  superstructure  of  Genesee  street 
Bridge  by  June  1st,  1866,  and  the  remainder  of 
the  above  work  by  March  16th,  1866. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon ;  and  no 
proposition  will  be  considered  complete  imless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  onderstaading  with  any 


other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereofj  and  that  no  other  person 
than  such  as  shall  be  named  in  the  preposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  im- 
derstanding  to  become  iuteiested  in  any  contract 
that  may  be  made  in  parsuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kmd  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty- 
Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisior  of  the  town,  and  the 
Country  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  peisons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  encfer  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  flill,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  July  9,  1864. 

HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     }  Canal  Comm'rs. 

CORNELIUS  GARDINIER,) 

JAMES  M-  COOK.  Comptroller. 

JOHN  T.  CLARK,  SUte  Eng.  and  Surveyor. 
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Chlcag^o  and  St.  LonU  Railroad. 

The  opening  of  the  Chicago  and  St.  Louis  Rail- 
road for  business,  which  took  place  last  week,  is 
more  than  an  ordinary  event  in  the  progress  of 
our  railroads;  ranking  in  importance  with  the 
opening  of  the  first  lines  of  road  from  the  seaboard 
to  the  great  Lakes  and  the  Ohio ;  and  from  these, 
to  the  great  interior  towns  of  Indianapolis,  Chica- 
go and  Cincinnati.  Chicago  and  St.  Louis  are  first 
class  cities  in  the  great  valley,  and  are  so  far  dis- 
tant from  each  other,  that  the  staples  that  form 
the  basis  of  the  commerce  of  each  are  mainly  dif- 
ferent in  kind,  and  in  the  exchange  of  which  com- 
merce consists.  St.  Louis  may  be  regarded  as  the 
depot  for  all  the  products,  used  north  of  the  coun- 
try Bouth  of  the  parallel  of  that  city,  as  the  great 
majority  of  such  must  pass  through  it  to  the 
points  of  consumption.  Chicago  occupies  a  simi- 
lar relation  to  the  country  to  the  North  and  West 
of  that  city.  The  natural  routes  of  commerce  are 
upon  the  liaes  of  longUude,  as  with  eyery  parallel 


of  latitude,  products  differ.  The  North  supplies 
the  South  the  cereals,  provisions  of  various  kinds 
and  manufactured  goods,  which  are  exchanged  for 
sugar,  rice,  and  cotton,  of  the  former :  the  wants 
of  each  individual  requiring  his  portion  of  the 
whole  circle  of  products. 

Between  such  extremes  is  the  above  road  the 
connecting  link,  and  the  shortest  possible  one.  It 
also  traverses  a  portion  of  Illinois  second  to  none 
in  that  great  State,  for  its  fertility  and  extent  of 
productions.  The  road  for  about  one-half  of  its 
length  passes  through  what  is  already  one  of  the 
best  settled,  and  best  cultivated  portions  of  the 
State,  and  through  Springfield,  the  seat  of  govern- 
ment and  the  largest  interior  town.  The  country 
upon  the  northern  part  of  its  line  is  yet  only  spar- 
sely peopled,  but  is  equally  rich  with  the  soulh- 
ern  in  natural  capabilities.  The  country  for  the 
whole  length  of  the  road  will  yield  to  it  a  liberal 
support,  a  business  which  can  never  be  carried 
away  by  other  roads,  as  the  Chicago  and  St.LouL8 
occupies  the  shortest  practicable  route,  a  fact 
which  to  a  considerable  extent  must  render 
every  connecting  road  tributary  to  the  former. 

The  entire  distance  between  Chicago  and  St. 
Louis  is  about  280  miles.  From  St.  Louis  to  Alton, 
a  distance  of  about  20  miles,  the  present  route  is 
by  the  river.  From  Alton  to  Joliet,  the  point  of 
junction  with  the  Rock  Island  road,  the  distance 
is  about  220  miles,  and  which  constitutes  the  com- 
pkted  line  of  the  Chicago  and  Mississippi  Road. 
For  the  present,  the  Rock  Island  Road  from  Joliet 
to  Chicago,  a  distance  of  about  40  miles,  will  be 
used.  The  saving  effected  over  the  route  previous- 
ly followed  by  LasallCj  i>  about  30  miles.  As  soon 
as  the  road  can  be  placed  in  good  working  order, 
the  time  between  the  two  cities  will  be  reduced 
to  12  hours,  A  saving  of  another  hour  will  be 
effected  by  the  completion  o#  the  Alton  and  II- 
linoistown  railroad,  now  in  progress. 

In  our  view,  the  above  line  of  road  is  one  of  the 
best  in  the  West.  It  affords  the  convenient  outlet 
in  either  direction  for  the  country  it  traverses, 
which  is  one  of  the  best  in  the  West.  Its  direct- 
ness must  protect  it  from  all  competition  for  the 
business  to  which  it  may  properly  lay  claim.  As 
a  through  route  it  must  always  form  an  important 
avenue  for  the  exchange  of  products  of  widely  se- 


parated portions  of  the  country.  With  certain  ar- 
ticles, such  as  sugar,  rice  andcotton,  Chicago  will  al- 
ways be  supplied  through  the  medium  of  the  Mis- 
sissippi River.  Through  the  hame  channel  will 
she  also  receive  numerous  other  items  of  merchan- 
dize, such  as  iron,  salt  and  manufactured  goods. 
St.  Louis  is  the  convenient  point  at  which  the  bu- 
siness designed  for  Chicago  will  leave  the  River, 
and  the  above  road,  the  one  which  it  will  take 
to  that  city.  The  converse  of  the  proposition  is 
equally  true  of  Chicago,  and  the  produce  and 
merchandize  collected  in  that  city  for  southern 
markets. 

Chicago  is  the  great  city  of  the  North  west,  and 
is  to  the  territory  north  and  west  of  it,  what  New 
York  is  to  the  whole  country.  It  must  always  be 
the  point  of  distributior.  of  merchandize  of  a  very 
large  section  of  the  Union.  As  extravagant  as 
the  estimate  may  appear,  we  believe  the  popula- 
tion of  that  city  must  reach  150,000  by  1860.  The 
right  arm  which  connects  such  a  city,  the  com- 
mercial metropolis  of  the  Lakes,  with  that  portion 
of  the  country  from  which  it  must  always  receive 
some  of  tha  lealing  articles  which  constitute  its 
commerce,  cannot  fail  to  be  a  first  class  road  as 
measured  both  by  its  business  and  receipts. 

Mobile  and  Olrard  JKallroad. 

Below  we  give  the  recent  report  of  this  com- 
pany which  presents  its  plans,  the  progress  made 
up  to  the  present  time,  and  the  means  for  the 
further  progress  of  their  road. 

The  above  road  is  of  first  importance  both  to 
the  region  traversed,  and  to  the  railway  system  of 
the  country.  Connecting  with  navigable  waters 
only  at  either  end,  it  must  command  all  the  busi- 
ness of  the  country  upon  its  line,  a  part  of  which 
runs  through  one  of  the  best  portions  of  Alabama. 
The  city  of  Columbus,  at  its  eastern  terminus  is 
connected  with  the  railway  system  of  Georgia,  and 
through  this  with  that  of  the  Northern  and  East- 
ern States.  The  completion  of  the  above  road 
will  carry  this  system  to  Mobile,  whence  a  rail- 
road is  in  progress  to  New  Orleans,  the  commercial 
metropolis  of  the  Gulf. 

The  Chief  Engineer  G.  S.  Runey,  Esq.,  estimates 
the  total  cost  of  the  road,  moderately  equipped 
for  busioess,  at  $4,232,780,  or  about  $22,0(^  to  the 
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mLlo.  The  estimate  for  graduation  is  about  fS.OOO 
per  mile  showing  a  favorable  line.  The  cost  of 
supfrsfrudure  is  estimated  at  about  S6,000  per 
mile.  Timber  of  the  beat  kind  for  ties  and  struc- 
ture.?  is  abundant.  The  greater  part  of  the  line 
is  very  healthy. 

From  the  route  occupied  by  the  above  road  we 
have  no  doubt  it  will  prove  a  profitable  work.  We 
see  no  reason  to  doubt  that  its  receipts  would 
eqnal  those  of  the  Georgia  roads,  which  are  among 
the  most  productive  in  the  country,  ft  would  be 
without  a  rival  for  the  business  at  which  it  aims, 
which  is  certainly  sufficient  in  our  opinion  to  yield 
a  lucrative  income. 

REPORT    or   THE   DIRECTORS. 

At  your  l.-^st  annual  meeting  a  resolution  was 
adopted,  requesting  the  Directors  to  apply  to  the 
Legislature  for  an  amendment  of  your  charter, 
providing  that  the  annual  meeting  of  the  stock- 
holders .should  be  held  on  the  first  Monday  in 
July,  instead  of  in  March,  of  each  year.  The 
amendment  was  applied  for  and  made,  and  you 
are  now  assembled  agreeably  to  that  amendment. 
Another  amendment  to  the  charter  was,  at  the 
same  time,  passed  by  the  Legislature,  changing 
the  corporate  name  of  the  Company  to  that  of  the 
Mobile  and  Girard  Railroad  Company.  These, 
and  other  amendments  made  by  the'la.st  Legis- 
lature will  be  submitted  to  you,  and  it  is  sug- 
gested that  you  adopt  a  resolution  accepting  the 
aame. 

Daring  the  last  year  the  oily  of  Mobile  passed 
an  ordinance  making  a  subscription  of  one  million 
dollars  to  the  capital  .stock  of  our  Company,  upon 
certain  conditions  .specified  in  said  ordinance. 
This  ordinance  was  subsequently  .submitted  to  the 
people  of  Mobile  for  approval  or  rejection,  and 
was  confirmed  by  a  very  large  majority  of  the 
popular  vote.  As  the  subscription  thus  made  was 
to  be  paid  in  the  bonds  of  the  city,  the  interest 
and  principal  to  be  met  by  taxing  the  citizens,  it 
was  necessary  that  it  .should  be  sanctioned  by  an 
act  of  the  State  Legislature ;  such  an  act  was 
passed,  and  the  subscription  now  stands  confirmed. 
The  ordinance  making  the  subscription,  with  the 
act  of  the  Legislature  referred  to,  accompanies 
this  report.  The  Board  of  Directors,  at  a  regular 
meeting  in  July  last,  adopted  a  resolution  accept- 
ing the  subscription  upon  the  terms  proposed,  and, 
subsequently,  three  gentlemen,  residing  in  Mobile 
and  indicated  by  the  City  Authorities,  were  elect- 
ed Directors  in  the  place  of  Messrs.  Abercrombie, 
Gachett  and  Dawson,  who  resigne<l  for  that  pur- 
pose. Although  the  Board  have  accepted  this 
subscription  by  formal  resolution,  ami  have  acted 
apon  it,  yet  it  is  deemed  necessary  and  proper 
that  the  same  be  submitted  to  the  approval  of  the 
stockholders  Your  attention  is  therefore  called 
to  this  subject,  and  you  are  respectfully  requested 
to  pass  a  resolution  accepting  the  subscription 
agreeably  to  its  terms. 

Prior  to  the  making  of  thi.s  subscription,  it  was 
the  determination  of  the  Company  to  make  the 
western  terminus  of  the  road  on  the  Tensaw  river. 
The  acceptance  of  the  subscription  devolves  upon 
the  Company  the  obligation  of  crossing  the  Ten- 
saw  and  Mobile  rivers,  and  extending  the  road  to 
the  city  of  Mobile. 

In  addition  to  the  subscription  of  one  million 
dollars  by  the  corporate  authority  of  Mobile, 
about  fifty  thousand  dollars  have  been  subscribed 
by  individuals  in  that  city,  since  your  last  meet- 
ing and  some  ten  or  fifteen  thousand  dollars  on 
the  line  between  Columbus  and  Mobile.  The  Re- 
port of  the  Treasurer  will  exhibit  the  aggregate 
amount  of  cash  and  other  subscriptions,  as  now 
exhibited  by  the  books  of  the  Company.  A  par- 
ticular reference  to  the  character  and  availability 
of  these  subscriptions  will  be  hereaf^r  made  in 
this  report. 

In  the  year  1861  the  city  of  Columbus  sub- 
scribed one  hundred  and  fifty  thousand  dollars  to 
the  stock  of  the  Com[  any,  payable  in  her  seven 


per  cent,  bonds.  This  subscription  was  made 
with  the  express  provision  that  it  should  be  ap- 
plied to  the  purchase  of  iron.  At  that  time  rail- 
road iron  could  be  imported  into  the  United  States 
at  about  forty  to  forty-five  dollars  per  ton,  and  the 
subscription  in  question  was  intended  and  believed 
to  be  sufficient  to  purchase  all  the  iron  necessary 
to  cover  the  road  to  Cbunnenuggee,  a  distance  of 
44  miles.  In  consequence  of  the  delay  of  the 
City  Authorities  in  issuing  the  bonds,  and  placing 
them  in  the  hands  of  the  Board  of  Directors,  it 
was  late  in  the  fall  of  last  year  before  any  con- 
tract could  be  made  for  iron.  In  the  mean  time 
the  article  had  risen  largely  in  price,  and  what 
has  been  purchased  cost  the  Company  about  $66 
per  ton,  delivered  ia  Savannah.  The  Directors 
negotiated  the  city  of  Columbus  bonds  in  pay- 
ment for  the  iron,  at  ninety  cents  upon  the  dollar, 
which  was  the  very  best  terms  that  could  be  ob- 
tained, and  under  the  circumstances  may  be  con- 
sidered favorable.  The  one  hundred  and  fifty 
thousand  dollars  thus  subscribed  by  Columbus, 
instead  of  buying  iron  for  44  miles  of  the  road,  as 
contemplated,  has  only  procured  enough  for  twen- 
ty-two and  a  half  miles. 

A  contract  has  been  made  with  the  Railroad 
Companies  between  tliis  place  and  Savannah,  to 
transport  our  rails  at  a  very  reasonable  price, 
payable  in  the  stock  of  our  Company.  A  con- 
siderable portion  has  already  been  forwarded  and 
has  been  transported  across  the  river  to  our  road. 

The  gr.iding  of  the  twenty-two  and  a  half  miles, 
to  the  I  "epot  at  Colbert,  is  nearly  completed ; 
the  sr.  orstructure  is  ready,  and  a  contract  has 
been  luiide  with  a  responsible  and  energetic  com- 
panv,  to  put  down  the  superstructure  and  the  iron, 
and  to  have  the  twenty-two  and  a  half  miles  fin- 
ished by  the  10th  of  October.  If  no  untoward  ac- 
cident should  occur  to  mar  our  prospects,  we  shall 
have  that  portion  of  our  road  open  to  trade  and 
travel  by  the  commencement  of  the  cotton  season. 
It  is  hoped  and  believed  that  the  opening  of  the 
road,  even  for  this  short  distance,  will  instil  hope, 
infuse  confidence,  excite  the  energy  and  stimulate 
the  exertions  of  the  people  from  one  end  of  the 
line  to  the  other,  and  induce  them  to  come  for- 
ward promptly  and  liberally  to  the  aid  of  an  enter- 
prise by  which  their  convenience,  comfort  and  in- 
terests are  to  be  so  largely  ))romoted. 

A  portion  of  the  lino  between  Colbert  and  Union 
Springs  is  now  being  giaded.  The  remaining  sec- 
tions are  ready  to  be  let,  and  the  Board  has 
authorized  the  Engineer  to  put  them  under  con- 
tract. 

From  the  best  estimate  that  can  be  made  of 
the  probable  cost  of  the  road  between  Girard  and 
Union  Springs,  it  will  require  about  one  hundred 
thousand  dollars  in  cash  to  complete  the  grading 
and  superstructure.  It  is  the  intention  of  the 
Board,  at  an  early  day,  to  make  an  eflbrt  to  ob- 
tain additional  snbscriptions.  It  is  confidently  be- 
lieved that  the  necessary  sum  can  be  raised,  and 
in  anticipation  of  success,  the  grading,  as  before 
stated,  will  be  let  out  to  contractors  during  the 
ensuing  fall.  As  to  the  iron,  for  the  thirty  miles 
bet  wee  a  the  above  points,  the  Board  rely  upon  an 
additional  subscription  from  the  city  of  Columbus 
of  one  hundred  and  fifty  thousand  dollars.  The 
City  Council,  last  year,  pas.sed  an  ordinance  in 
legal  form,  authorizing  such  a  subscription;  no 
action,  however,  has  been  had  upon  the  subject 
since,  and  as  the  last  Legislature  of  Georgia  passed 
a  law,  making  it  necessary  that  all  subscriptions 
of  that  city,  over  ten  thousand  dollars,  should  be 
submitted  to  a  popular  vote,  it  will  be  necessary 
to  obtain  the  approval  of  the  subscription  by  the 
voters  of  Colam^us,  before  it  can  be  made  avail- 
able to  our  Company.  The  Directors  do  not 
entertain  any  doubt  but  that  the  intelligent  and 
public  spirited  citizens  of  Columbus  will  at  a  pro- 
per time,  conrirra  this  subscription.  If  that  sub- 
scription shall  be  made,  and  we  are  not  disap- 
pointed in  obtaining  the  proposed  amount  of  cash 
subscriptions,  we  may  safely  calculate  upon  run- 
ning our  trains  to  Union  Springs,  62  miles,  by  tne 
fall  of  1866. 

The  completion  of  our  Road  to  Uoion  Springs, 
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would,  in  oar  opinion,  double  the  quantity  of  cot- 
ton received  at  Columbus,  all  or  nearly  all, 
of  "which  would  pass  over  the  Muscogee, 
South  Western  and  Central  Railroads  to  Sa- 
vanuali.  The  very  large  increase  which  our  road 
will  bring  to  the  business  of  these  roads,  and  to 
the  city  of  Savannah,  gives  us  a  strong  claim  for 
liberal  subscriptions  from  these  quarters.  Appli- 
cation will  be  made  in  due  time,  and  we  rely  with 
confidence  upon  success. 

The  subscription  made  by  tho  city  of  Mobile  is, 
by  its  terms,  applicable  only  to  that  part  of  the 
Road  between  Mobile  and  Greenville.  A  large 
amount  «fthe  individual  tiubscriptions  on  the  line 
below  Union  Springs,  are  in  like  manner  applica- 
ble to  particular  portions  of  the  Road  west  of  that 
point.  The  subscriptions  in  grading,  between  Un- 
ion Springs  and  Mobile,  amount  nominally  to  one 
hundred  and  two  miles,  of  whiah  it  is  probable 
about  one>  third  will  not  be  available.  There  are 
also  subscribed  between  the  same  points,  fifty-two 
miles  of  cross  ties,  of  which  one-third  will  pro- 
bably be  lost.  After  a  late  trip,  made  by  the 
President  and  one  of  the  Directors  with  the  Chief 
Engineer,  up  and  down  the  whole  line,  and  a  care- 
ful enquiry  into  the  condition  of  things,  the  con- 
clusion is  arrived  at,  that  we  may  safely  calculate 
upon  having  sixty-eight  miles  graded,  and  thirty- 
six  miles  of  cross  ties  finished,  for  stock ;  leaving 
about  one  hundred  and  eight  of  grading,  and  one 
hundred  and  forty  miles  of  cross  ties,  to  be  pro- 
vided for  by  the  Company  in  some  other  way,  to- 
gether with  the  bridging,  culverts  and  track  lay- 
ing for  the  whole  distance.  It  is  believed  that  the 
grading,  bridging  and  superstructure  vf  the  whole 
road,  from  Union  Springs  to  Mobile,  can  be  l€t  to 
responsible  contractors,  at  reasonable  prices,  pay- 
able one-third  in  cash,  one-thirds  in  the  bonds  of 
the  Company,  and  one-third  in  our  stock.  If  such 
contracts  can  be  made,  fbere  will  be  required 
about  one  hundred  and  seventy-five  dollars  in 
what  are  deemed  good  cash  subscriptions,  applica- 
ble to  that  portion  of  the  road,  leaving  two  hun- 
dred thousand  dollars  to  be  supplied.  Every  ef- 
fort will  be  made  to  obtain  this  sum  from  the  citizens 
of  Mobile  and  the  Counties  adjacent  to  and  throtigh 
which  the  Road  runs,  and  strong  hopes  are  enter- 
tained that  a  sufiicient  amount  will  be  obtained. 

The  final  location  of  the  Road  below  Greenville 
having  been  completed,  it  is  the  intention  of  the 
Board,  as  soon  as  the  profiles  and  estimates  are 
made  out,  to  let  to  contract  that  part  of  the 
line  from  Burnt  Com  creek  to  Mobile,  about  eighty 
miles,  during  the^coming  fall,  so  as  to  have  the 
work  commenced  by  the  first  of  January  next, 
and  finished  during  the  next  year.  They  hope,  al- 
so, to  have  a  portion,  if  not  the  whole,  of  the  sec- 
tions between  Burnt  Com  creek  and  Greenville, 
and  between  Greenville  ansl  Union  Springs,  in 
the  process  of  grading  during  the  next  year.  The 
Board  feel  confident  that  if  an  additional  sum  of 
three  hundred  thousand  dollars  cash  subscriptions 
can  be  obtained,  payable  within  the  next  three 
years,  in  annual  installments,  the  whole  road,  from 
Girard  to  Mobile,  may  be  completed  an4  put  into 
operation  by  the  first  of  January  1858. 

In  addition  to  the  an^ount  required  for  grading, 

bridging,  &c.,  as  above  stated,  it  will  require  about 
one  million  and  a  half  dollars  for  iron,  equipment, 
and  other  necessary  expenditures.  For  this  pur- 
pose, we  shall  have  one  million  dollars  Mobile  six 
per  cent,  bonds  and  one  hundred  and  fifty  thousand 
dollars  of  bonds  of  the  city  of  Columbus,  leaving  a 
deficiency  of  three  bunded  and  fifty  thousand  dol- 
lars to  be  supplied.  If  the  bonds  of  these  cities 
can  be  negotiated  for  iron,  without  a  great  dis- 
count, it  will  be  the  policy  of  the  Board  to  use 
them  in  that  way.  It  is  very  doubtful,  however, 
whether  bonds  bearing  so  low  a  rate  of  interest 
would  command  a  fair  price ;  and  it  will  probably 
be  better  policy  to  issue  the  bonds  of  the  company 
bearing  eight  per  cent,  for  the  requisite  amount, 
hypothecating  the  city  bonds,  as  collateral  secur- 
ity in  part,  and  giving  other  security  for  the  re- 
mainder. The  eight  per  cent,  bonds  of  the  Com- 
pany, secured  by  such  a  hypothecation  and  by  a 
mortgage  upon  the  Road,  would  probably  com- 
mand a  par  for  iron  and  equipment.    It  wiil  ,be 
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necessary  also,  to  issae  the  bonds  of  the  Ghmpany 
to  aa  amount  sofScieDt  to  cover  one-third  of  the 
cost  of  construction,  as  heretofore  suggested,  which 
will  not  fall  short  of  three -hundred  thousand  dol- 
lars, and  may  be  larger.  In  order  to  carry  out 
this  policy  and  meet  any  contengencies  that  may 
arise,  it  is  respectfully  suggested  that  you  pass  an 
order  authorizing  the  Board  to  issue  bonds  to  the 
extent  of  two  millions,  to  be  applied  to  the  pur- 
poses indicated.  The  bonds  issued  for  grading, 
&«.,  to  be  payable  in  not  less  than  five,  nor  longer 
than  ten  years.  Those  issued  for  the  purpose  of 
iron  &c.,  to  have  a  time  to  run  corresponding  with 
the  city  bonds  pledged  for  their  security. 

No  doubt  is  entertained  by  the  Board,  that  the 
earnings  of  tne  Road,  as  it  shall  progress  to  com- 
pletion, will  not  only  pay  all  the  interest  accruing 
on  bonds  issued,  and  which  the  Company  shall  be 
called  upon  to  pay,  but  aid  materially  in  the  con- 
struction of  the  work,  and  finally  be  ample  to 
meet  the  principal  sums  as  they  fall  due.  By  the 
rule  adopted  by  the  Board  in  the  establishment  of 
depot  stations,  a  considerable  subscriptiori  to  the 
stock  of  the  Company  may  be  anticipated  as  the 
Road  progresses,  to  be  applied  to  construction  or 
payment  of  interest. 

The  estimate  of  the  probable  earnings  of  the 
Road  is  believed,  by  the  Board,  not  to  be  extrava- 
gant. For  one  hundred  and  fifty  mile  west  of  Gi- 
r&rd,  the  Road  runs  through  one  of  the  most 
beautiful,  healthy,  and  productive  countries  in  the 
Southern  States,  capable,  when  taxed  to  a  reason- 
able capacity,  of  trebling  5ts  present  agricultural 
products,  and  greatly  enlarging  its  present  popula- 
tation.  From  the  almost  impassable  nature  of 
the  wagon  roads  heretofore  used  in  transporting 
cotton  and  other  articles  to  Montgomery,  and  oth- 
er points  on  the  Alabama  river,  during  the  winter 
season  this  whole  country  has  been  comparatively 
locked  out  from  market.  The  construction  of  the 
Mobile  and  Girard  Railroad,  affording  the  planters 
a  speedy,  safe  and  cheap  conveyance  of  their  pro- 
ducts to  the  most  favorable  markets,  will  invite 
settlers  from  other  quarters,  fill  up  the  country 
with  a  thriving  and  healthy  population,  and  great- 
ly enlarge  the  wealth  and  resources  of  the  people. 
The  country  near  Mobile,  through  which  the  road 
passes,  although  what  is  usually  ^termed  a  pine 
barren,  yet  is  not  unproductive  in  an  agricultural 
point  of  view,  while  it  is  covered  with  a  dense 
growth  of  pitch  pine,  capable  of  furnishing  large 
quantities  of  lumber,  and  scarcely  less  important 
and  desirable  than  the  richer  lands  upon  the  east- 
em  line  of  the  Road. 

The  Mobile  and  Girard  Railroad,  in  connection 
with  the  Mobile  and  New  Orleans,  (^certainly  to 
be  built  at  an  early  day,)  and  the  Roads  east  of 
Qirard,  now  built  and  to  bo  built  to  the  northern 
cities,  affords  the  quickest  and  cheapest  avenue 
for  the  vast  horde  of  travellers  which  must  pass 
between  the  Atlantic  States  and  cities,  and  the 
Qulf  States  and  ports  leading  to  the  Pacific  coast. 
Our  Road,  when  completed,  must  form  an  impor- 
tant link  in  the  great  mail  line  from  the  northern 
cities  to  New  Orleans  and  the  South-west^. — 
Through  travel  generally  accompanies  the  United 

States  mail,  and  we  venture  little  in  expressing  the 
opinion,  that  in  a  few  years  our  road  will  be  one  of 
the  most  important  thoroughfares,  both  of  through 
and  way  travel,  in  the  Southern  States. 

To  buUd  a  road  of  such  length  and  importance, 
promising  such  liberal  returns  for  our  labor  and 
money,  and  conferring  such  important  benefits 
upon  the  pablic,  encourages  us  to  renewed  efforts 
and  unwearied  exertions  to  complete  the  magnifi- 
cent enterprise  which  we  have  undertaken. 

All  which  is  respectfully  submitted. 

ALFRED  IVERSON,  President. 


OalHpoIU,    Jackaon  and   Clitlllcothe   Rail- 
road. 

At  the  election  for  Directors  of  the  Gallipolis, 
Jackson  and  Chillicot]ie  Railroad  Company,  the 
old  Board  was  elected  to-wit :  Wm.  H*  Langley, 
Charles  Henking,  Simeon  Nash,  John  Hutsinpjller, 
Robert  Black,  Isaac  R,  Calobau  and  John  N. 
Kerr. 


The  Grand  Trunk  Railway. Co.  of  Canada. 

FIRST  ANNUAL  REPORT  OF  THE  DIRECTORS. 

The  period  for  holding  the  first  meeting  of  the 
Shareholders  of  the  Company  having  arrived,  the 
Directors  desire  to  place  before  them  a  full  report 
of  the  progress  of  the  undertaking  since  its  forma- 
tion. 

The  amalgamation  of  the  several  Companies 
now  comprised  under  the  title  of  the  Grand  Trunk 
Railway  Company  of  Canada,  was  completed  in 
July  of  last  year ;  immediately  afterwards  the  ne- 
cessary steps  were  taken  for  issuing  the  shares 
and  debentures  to  the  holders  of  the  Provincial 
certificates  of  the  A  series  of  Grand  Trunk  Shares, 
and  by  the  conversion  into  Grand  Trunk  Shares 
of  the  paid  up  in  full  Shares  of  the  St.  Lawrence 
and  Atlantic,  the  Quebec  and  Richmond,  and  the 
Toronto  and  Guejph  Companies. 

It  may  not  be-  inopportune  to  state  here  that 
the  system  adopted  and  carried  out,  with  reference 
to  the  preparation  and  issue  of  these  documents, 
as  well  as  to  their  registration  and  transfer,  and 
to  the  payment  of  interest  and  dividends  on  them, 
is  of  the  most  complete  and  satisfactory  charac- 
ter. 

Immediately  after  the  amalgamation,  the  neces- 
sary organization  of  the  Company  in  the  traffic 
department,  under  the  control  of  Mr.  S.  P.  Bidder, 
its  General  Manager,  was  cfi'ected.  liis  report  is 
attached  hereto.  The  system  of  Audit  of  all  re- 
ceipts from  traffic^as  also  brought  into  operation 
on  the  principle  of  the  London  Clearing  House — 
the  experience  of  several  years,  acquired  in  English 
railways,  demonstrating  this  as  a  complete  and  ef- 
fective check  on  all  payments  on  account  of  traf- 
fic Its  working  on  the  suction  of  railway  between 
Portland  and  Montreal  has  shown  the  advantage 
of  its  adoption  in  this  country.  Arrangements 
have  been  made  for  its  extension  as  the  several 
sections  of  the  Grand  Trunk  Railway  are  comple- 
ted from  time  to  time. 

The  St.  Lawrence  and  Atlantic  and  Atlantic  and 
St.  Lawrence  Railways,  forming  the  line  from 
Portland  to  Montreal,  are  292  miles  in  length. — 
They  were  delivered  to  the  Company  in  July, 
]  853,  in  a  state  unfit  for  working,  and  the  locomo- 
tive and  carriage  stock  was  equally  deficient. 

Engagements,  however,  had  been  entered  into 
which  rendered  it  necessary  to  keep  the  line  open 
so  as  to  get  through  one  train  a  day  during  the 
winter.  " 

Notwithstanding  the  adverse  circumstances  un- 
der which  the  line  was  worked,  the  traffic  has 
gradually  increased  from  £1644  3s  9d  Stg.,  which 
it  was  on  the  week  ending  the  7th  January  last, 
to  £3,627  Is  9d  for  the  last  week  of  the  half  year 
ending  30th  ultimo.  The  total  receipts  for  the 
half  year  were  £73,112  Ss  2d  Stg.  To  earn  that 
sum  .an  expenditure  of  £58,122  14s  Od  was  in- 
curred. 

This  large  amount  for  working  expenses  will 
naturally  attract  attention,  but  it  has  to  be  re- 
membered that  the  railway  was  kept  partially 
open  to  fulfil  the  engagements  already  referred  to, 
as  well  at  the  solicitatieu  of  flour  and  lumber  mer- 
chants, who  had  made  contracts  in  the  belief  and 
understanding  that  the  railway  from  Montreal  to 
Portland  would  be  in  effective  working  order  dur- 
ing the  winter.  It  must  also  be  borne  in  mind 
that  the  last  winter  was  the  severest  known  in 
Canada  East  for  several  years,  and  that,  in  addi- 
tion to  the  short  supply  of  engines  and  other  rol- 
ling stock,  there  were  neither  work  shops  nor 
tools  for  the  necessary  repairs.  The  half  year 
just  expired,  therefore,  forms  no  criterion  for  the 
future  as  regards  working  expenses. 

The  line  is  now  in  good  working  order.  The 
ballasting  throughout  its  entire  extent  is  nearly 
completed.  The  number  of  engines  has  been 
augmented  to  64,  and  more  than  the  ordinary 
proportion  of  them  is  in  complete  and  effective 
working  order.  The  necessary  workshops  and 
tools  have  been  provided,  and  every  arrangement 
has  been  made,  or  is  in  progress,  for  rendering  the 
line  capable  of  conveying  as  large  an  amount  of 
traffic  as  can  be  carried  on  a  single  line  of  railway, 
at  or  about  the  ordiniuy  rates  of  working  expeu' 


sel  Since  the  1st  instant,  "  Through"  trains  ac- 
complish |he  distance  each  way  between"  Montre- 
al and  PoHland  in  llj  hours,  and  the  number  of 
passenger^  carried  by  them  would  have  been 
greatly  in  [excess  of  their  present  amount,  had  not 
the  unfoittunate  prevalence  of  cholera  checked 
the  immense  travel  from  the  United  Stales  that 
usually  fl^ws  into  Canada  at  this  season  of  the  ] 
year.  Tlte  ordinary  trade  of  Montreal  has  like- 
wise beeii  diminished  to  a  considerable  extent 
in  consequence  of  the  prevalence  of  this  dis- 
ease,       r 

Alihou|li  the  sea  service  of  the  Canadian  Steam- ' 
Packet  Company  was  not  carried  on  in  an  effec- 
tive manner  during  the  past  winter,  the  experience 
acquired  py  merchants  and  others  has  convinced 
them  of  tie  advantages  of  the  communication ;  and 
there  is  np  doubt  that  if  a  weekly   passage  were 
establishcjd   between  England   and   Canada,   and 
that  the  ^a  service  were  performed  w  ith  average 
regularity  in  vessels  of  large  tonnage,  the  receipts   , 
on  the  linj  from  Portland  to  Montreal  alone  woa'd 
be  increaied  bt.tween  £1,500  and   £2,000  a- week  ■ 
from  this  source. 

Up  to  t  le  date  of  tha  last  advices  from  England, 
the  6th  iilstaiit,  £1,848,845  sterling  had  been  paid 
on  accoui  t  of  the  A  sc-ries  of  shans  of  tlie  Grand 
Trifl^k  Company  and  the  debentures  to  w  hich  such 
shares  an:  entitled. 

£490,8:  j5  sterling  have  been  paid  in  advance  of 
future  ca  Is,  a  satisfactory  proof  of  the  confidence 
entertained  by  the  English  Shareholders  of  the 
Company  as  an  investment. 

It  is  in  ended  that  the  next  call  of  £2  IDs.  per 
share  anc  of  £  10  on  each  class  of  debentures  be 
made  in  October  next,  to  be  followed  by  calls 
f>tT  the  same  amounts  in  February  and  Juae, 
1855. 

Owing  o  the  prospects  of  a  general  war  in  Eu- 
rope, and  the  consequent  probable  depression  of 
all  secur  ties,  the  Directors  deemed  it  prudent, 
during  th ;  autumn  of  last  year,  to  apply  to  the 
Provincial  Government  to  grant,  under  the  Guar- 
antee Act  14  &  15  Vic.  Cap.  73  Section  22,  the 
s.ime  pri  rileges  with  reference  to  the  Province 
Bond.s,  to  be  issued  to  this  Company,  as  had  been 
afforded  t  o  other  Railroad  Companies  in  Canada  en  • 
titled  to  1  he  guarantee. 

The  G(  vernment  assented  to  this  proposal,  and 
transmiltsd  to  Messrs.  Baring  &  Qlyu,  tlio  Agents 
of  the  Piovince  in  London,  £905,700  of  deben- 
tures, wit  h  instructions  that  they  be  issued  to  sucl' 
Shareholders  of  tne  Grand  Trunk  Railroad  Com- 
pany as  paid  40  per  cent  on  their  A  shares,  an  1 
in  full  on  the  Province  Bonds  to  which  they  ai  t 
entitled. 

The  amount  paid  in  fliill  on  these  debentures  to 
the  6th  iAsUnt,  is  £4921300  sterling.  The  works 
complete!  by  the  contijactors  to  tne  14th  instant 
(at  the  ri.te  of  40  per  cent  on  the  works  to  which 
the  debentures  apply)  lavo  entitled  the  CompaLiy 

er  amount  of  £;J17,50U  is 
sections  of  the  Ime  hith-  ; 
awrcuce  and  Atlantic  and 
end   Railways.     It  tbure- 
ompauy  have  not  yet  re- 
ceived fr^m  the  Qov&fhmcut  the  amount  of  Pro 
vincial  aid  to  which  it  h  entitled.  The  debentures 
are,  however,   in  the  bands   Messrs.   Baring    A 
Glyn    for  disposal   to  I  the   Shareholders   if  th«- 
Grand  Truok  Company  jinder  the  conditions  before 
stated.  i 

Should  a  larger  sui^  be  received  by  Messrs. 
Baring  &  Glyn  in  payment  of  these  Deben  ures, 
than  the  amount  to  wnjch  the  Company  is  entitlt4 
on  works  executed,  it  jrill  be  held  by  these  gen- 
tlemen and  Will  be  onl^  handed  over  by  them  to 
the  Company,  as  it  becjomes  entitled  thereto  from 
time  to  time  by  order  Of  the  Government  of  Cana- 
da. 

A  similar  arrangeme  it  will  be  carried  into  effect 
with  the  B  series  of  th<se  Debentures  as  the  works 
progress.  The  amount  of  this  issue  will  be  £905,- 
800. 

In  accordance  with  tpe  arrangement  announced 
by  the  London  Board  <^n  the  6th  of  May  last,  the 
Directors  have  entered  into  the  following  arrango*' 


to  £311,000,  and  a  fur< 
held  on  aiccount  of  thua 
erto  kno\rn  as  the  St. 
the  Quel  CO  and  Bicht 
fore,  appitars  that  the 
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ments  with  refercDce  to  the  progress  of  the  work  : 
—That  they  be  actively  proceeded  with  from  St. 
Thomas,  40  miles  below  Quebec,  [to  join  the  Que- 
bec and  Richmoud  line,]  and  between  Montreal. 
Kingston,  Toronto,  Guelph  and  Stratford,  so  that 
the  line  shall  be  opened  from  Montreal  to  Pres- 
cott,  and  between  Toronto  and  Stratford,  a  dis- 
tance of  210  miles,  in  the  autumn  of  next  year, 
and  the  other  sections  giving  a  total  length  of  867 
miles  in  October,  1856. 

The  works  postponed  under  this  arrangement 
comprehend  245  miles,  and  an  outlay  of  about  two 
millions  sterling. 

The  capital  accounts  submitted  herewith,  show 
that  the  expenditure  under  that  head  to  the  30th 
ultimo,  has  been  £1,860,265  5s.  6d.  sterling,  of 
which  X237,793  sterling  was  on  account  of  works 
on  the  line  between  Montreal  and  Portland,  pro- 
viding it  with  additional  locomotive  stock,  work- 
shops, &c.,  £589,425  for  works  and  materials  sup- 
plied between  Montreal  and  Toronto,  £363,396 
198.,  between  Toronto  and  St.  Mary's  £537,350 
between  Quebed  and  Richmoud,  £63,172  for  the 
line  East  of  Quebec,  and  £57,020  133.  9d.,  for  the 
Victoria  Bridge. 

The  Directors  refer  with  satisfaction  to  the  full 
and  detailed  report  of  Mr.  A.  M.  Ross,  the  Com- 
pany's Chief  Engineer,  herewith  subjoined,  on  i\t§ 
progress  of  the  various  works  now  in  the  course 
of  construction.  It  cannot  fail  to  be  read  by  the 
Shareholders  with  the  deepest  interest. 

On  the  subject  of  the  Victoria  Bridge  the  Di- 
rectors desire  to  state  that  its  necessity  and  advan- 
tage become  daily  more  apparent. 

The  explicit  Report  of  Mr.  Robert  Stevenson, 
'recently  published,  has  convinced  all  persons  in- 
terested in  the  subject,  in  an  engineering  point  of 
yiew,  of  its  practicability  and  propriety,  and  the 
perusal  of  Mr.  Ross's  Report  will  show  the  success- 
ful manner  in  which  the  works  have  progres.sed  to 
the  present  time. — Viewed  in  relation  to  its  com- 
mercial importance  the  Directors  are  more  than 
ever  impressed   that,  without  it,  the  large    and 
comprehensive  traflBc  system  involved  in  the  con- 
struction of  the  Railway,  could  only  be  partially 
and  by  comparison  ineffectually  carried  out  at  a 
very  great  cost.    Montreal  is  the  terminal  point 
of  the  Ocean  Navigation  connected  with   the  St. 
Lawrence  on  the  ono  side  ,and  of  the  great  Cana- 
dian and  American  Lakes  extending  2,000  miles 
into  the  heart  of  the  Continent  on  the  other.     It 
is  also  the  centre  from  which  lines  of  Railway  at 
present  radiate  to  Portland,  Boston,  and  New  York, 
Ottawa  and  other  rich,  though  as  y  ct,only  partially 
developed  districts,  of  Canada.     Without  the  Vic- 
toria Bridge  the  Grand  Trunk  Railway  would.in 
fact,  be  two  Railways  involving  the  cost  and  ex- 
pensive working  of  two  separate  plans,  whereas 
by  its  construction,  under  the  perfect  system   of 
management  which  the  Directors  believe  they  will 
be  able  to  introduce,  not  only  will  the  immense 
traffic  both  of  persons  and  of  merchandize  which 
now  flows  through  Montreal  continue  with  the  nat- 
ural expansion    consequent  upon  the  opening  of 
Railways  in  surrounding  districts;  but  it   is  the 
firm  conviction  of  the  Board  that  by  means  of  the 
Bridge  a  better,  more  rapid,  and  cheaper  commn- 
uicatiun    will    be     afforded    foq^the   magnificent 
district  of  Western  Canada  and  of  the  North  West- 
ern States  of  America,  including  Michigan,  Illinois, 
Wisconsin,  Minesota,  Iowa,   &c.,  to  the   Atlantic 
Sea-board,  and    for  the  supply   ofthe.se  districts 
with  imported  goods  than  by   any  other   route  on 
this   Continent.      With  reference    to  the  cost,   it 
should  be  observed  that  if  its  amount  be  distributed 
over  the  Grand  Trunk  Line,  it  will   add  about 
£1,200  a  milo  to  the  expense  of  construction,  mak- 
ing the  total  cost  of  the  Railway  (to  be  finished 
in  every  respect  equal  to  a  first    class  English 
Railway jabout  £9,600  a-mile,  which  amount  in- 
cludes tha  necessary  Locomotives  and  other  Rol- 
ling Stock  for  working  the  Line.     In  addition,  the 
lines  of  Railway,  independent  of  this  Company, 
which  converge  at  Montreal  are  about  l.BOO  miles 
in  length. 

All  these  will  pay  toll  to  the  Company  to  pas 
(heir  traffic  over  the  Bridge,  as  it  must  be  obviou 


that  it  will  be  cheaper  than  to  ferry  the  river  by 
steamboats  in  summer  or  by  sleighs  in  winter* 

The  Directors  are  happy  to  announce  that  the 
iigrccnient  entered  into  in  London  between  this 
Company  and  the  Great  Western  Railway  Com- 
pany for  each  to  suspend  until  1856,  such  portions 
of  the  lespective  lines  as  excited  mutual  jealousy, 
has  been  confirmed  by  the  Canada  Board  of  that 
Company.  In  consequence  the  works  on  the 
Great  Western  Line  from  London  to  Sarnia,  and 
this  Company's  Sarnia  Extension  have  been  defer- 
red. 

The  Board  has  every  reason  to  hope  that  before 
the  expiration  of  the  present  agreement,  terms  of 
a  friendly  alliance  will,  under  the  decision  of  Mr. 
Stephenson,  be  arranged  between  the  two  compan- 
ies, by  which  all  the  evil  incident  to  any  appre- 
hended competition  will  be  avoided.  ' 

The  election  of  three  Shareholders  of  the  Com- 
pany as  auditors,  is  likewise  required  by  the  terms 
of  the  .iraalgamation  agreement. 

Certain  shares  in  the  Quebec  and  Richmond 
Railway  are  now  in  arrears  for  calls.  A  resoluiion 
will  be  submitted  to  the  meeting  to  empower  the 
Directors  to  forfeit  such  shares  two  months  after 
a  notice  has  beeit  published  in  the  "  Canada  Ga- 
zette" and  in  the  other  newspapers. 

JOHN  ROSS, 
-       '         -  President. 

Quebec,  27th  July,  1854. 


Atlantic  anil  St.  I<a^vreuce  Kallroadi 

'1  he  following  is  the  report  of  the  Directors  of 
the  Atlantic  and  St.  Lawrence  Railroad  submitted 
at  a  meeting  of  the  stockholders  held  at  Portland 
at  the  first  instant. 

To  the  SlockUolJen  of  tke  Atlantic  jf'  St.  Lawrence 
Railroad  Companij  : 

The  Directors  submit  the  following  Report  for 
the  year  ending  June  30th,  1864  : 

During  the  past  year  the  road  has  been  run  by 
the  Lessees,  in  connection  with  their  line  in  Ca- 
nada. 

They  have  retained  in  their  service  most  of  the 
former  employees  of  this  Company,  and  in  other 
respects,  their  management  of  the  road  has  been 
generally  satisfactory  and  successful. 

The  road  itself  has  been  very  much  improved, 
and  much  more  extensive  expenditures  have  been 
made,  for  gravelling,  wood  sheds,  water  stations, 
and  coverings  of  bridges,  than  we  could  have  made 
with  our  limited  means. 

At  Fish  Point,  in  Portland,  a  great  improvement 
has  been  made  in  reducing  the  curve  round  the 
hill,  and  in  grading  for  additional  tracks ;  and  ad- 
ditional depot  grounds  have  been  made  by  filling 
the  flats. — The  foundations  are  laid  for  a  new  pas- 
senger building  at  the  foot  of  India  street,  so  that 
on  its  completion,  the  present  building  may  be 
used  entirely  for  freighting  business. 

All  the  obligations  entered  into  with  this  Com- 
pany by  the  Lessees,  under  the  contract  of  lease, 
have  beeu  punctually  and  satisfactorily  per- 
formed. 

The  interest  on  our  funded  debt,  dividends  to 
shareholders,  and  amount  due  to  the  Sinking  Fund, 
have  been  promptly  paid. 

The  floating  debt  of  this  Company  has  been 
paid,  as  it  became  due,  by  the  Lessees,  and  our 
bonds,  on  twenty-five  year.-<,  to  the  amount  of  four 
hundred  and  eighty-four  thousand  dollars  have 
been  issued  therefor,  in  conformity  to  the  pro- 
visions of  the  contract  of  lease. 

The  amount  of  floating  debt  remaining  unpaid 
June  30th,  1854,  is  S89,618  34,  which  includes 
the  amount  of  interest  scrip  due  1st  of  August 
next. 

The  Lessees  have  agreed  upon  terms  of  settle- 
ment with  Messrs.  Wood,  Black  &  Co.  in  relation 
to  ihe  amount  due  under  the  contract  for  building 
the  road,  but  this  settlement  has  not  been  acted 
on  and  recognized  by  the  Directors,  some  disputed 
land  claims  remaining  to  be  adjusted  before  a  final 
settlement  with  them  can  be  made. 

The  whole  number  of  shares  of  capital  stock 
standing  on  the  books  of  the  Company,  Jane  30th, 


was  sixteen  thousand  nine  hundred  twenty-two 
making  sixteen  hundred  ninety-two  thousand  two 
hundred  dollars. 

The  amount  of  stock  to  be  issued  to  Messrs. 
Wood,  Black  &,  Co.  »n  final  completion  and  settle- 
ment of  their  contract  will  make  an  aggregate  of 
shares,  issued  and  to  be  issued,  18,091  shares, 
amounting  to  Sl,809,100  00. 

The  funded  debt  of  the  Company  is  as  follows 
City  Bonds  loaned  to  the  Company 

for  which  it  is  liable $2,000,000  00 

Bonds  of  the  Company  dated  April 

1,  1851,  and  redeemable  in  fifteen 

years 980,300  00 

Bonds  of  the  Company  dated  Nov. 

lst,1863,on  twenty-five year8,[pay- 

able  in  Steriing  Currency 484,000  00 


Making    ai    aggregate    of    funded 

debt $8,464,300  00 

Amount  of  fioating  debt  -outstand- 
ing June  30th,  1854 ^9,618  37 

The  sinking  Fund,  provided  for  in  acts  author- 
izing the  city  of  Portland  to  loan  its  credits, 
amounted  on  the  30th  Jane  to  $119,316  40. 

The  Report  of  the  Commissioners  of  this  fund 
is  hereto  annexed. 

The  business  upon  the  road  has  steadily  in- 
creased during  the  year,  requiring  large  additions 
to  the  equipment  aud  more  frequent  freight  trains, 
and  we  have  no  doubt  the  increase  will  continue 
till  the  busiuess  is  equal  to  the  capacity  of  the 
road  to  accommodate. 

The  Parliament  of  Canada  is  expected  to  meet 
for  business  on  the  first  of  September  next,  when 
the  Grand  Trunk  Railway  Company  will  doubtless 
be  fully  empowered  to  take  the  lease  of  this  road, 
and  make  the  necessary  contract  therefor  in  its 
own  name. 
All  which  is  respectfully  submitted. 

In  behalf  of  the  Directors : 
JOSIAH  S.  LITTLE,  President. 
Office  of  At.  &  St.  L.  R.  R.  Co.  > 
PorUand,  July  26th,  1864;      J 

The  Commissioners'  Report  states  that  the  ag- 
gregate amount  of  the  two  funds  is  $119,315  40, 
viz: 

Fund  of  1848 $86  525  93 

Fund  of  1860 33,789  47 


,.  :\      $119,316  40 

Total  principal 103,760  00 

„    interest 16,565  40 

•       "         1  $119,316  40 

The  present  investments  of  both  funds  are  as 
follows  : 

Invested  in  City  Scrip  of  the  Railroad 

Loans   $64,000  00 

Mortgages  of  real  esUte 65,220  00 

Cash 96  40 


$119,316  40 


Wc  copy  from  the  Stale  of  Maine  the  following 
notice  of  the  meeting. 

Afler  the  reading  of  the  report,  Mr.  Little  made 
a  verbal  explanation  as  to  the  reasons  of  the  de  - 
lay  in  Canada  in  perfecting  the  lease.  He  then  in- 
troduced to  the  meeting  Hon.  A.  T.  Gait,  who  en- 
tered into  ^  brief  explanation  of  the  state  of  rail- 
way matters  in  Canada,  fully  comparing  and  sus- 
taining the  report  of  the  Directors,  and  the  state- 
ments of  Mr.  Little, 

Mr.  Gait  said  the  Parliament  of  Canada  would 
not  probably  meet  as  early  as  September  1st,  but 
at  some  time  during  that  month,  and  that  within 
a  month  or  six  weeks  thereafter  the  iwedfol  au- 
thority would  be  granted  to  the  Grand  Trunk 
Railway  to  accept  the  lease  of  the  Portland  line. 
(Cheers. 

The  several  reports  were  then  unanimously  ad- 
adopted. 

John  B.  Brown,  Esq.,  President  of  the  Board 
of  Trade,  then  offered  the  following  resolutions: 
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Whereas,  the  experience  of  the  past  year  has 
demonstrated  the  advantages  of  Portland  harbor, 
as  the  steamship  terminus  for  the  trade  between 
Canada  and  Europe,  and  has  also  shown  the  great 
value  and  importance  of  a  regular  line  of  steam- 
ers from  Liverpool  to  this  port — now  sufficiently 
made  knowm  to  warrant  an  annual  subsidy  from 
the  city  of  Portland  for  the  purpose  of  securing 
such  a  line  upon  a  permanent  basis — therefore 

Resolved,  that  the  Directors  of  the  Atlantic  & 
St.  Lawrence  Railroad  Company  be  advised  to 
make  application  to  the  city  of  Portland,  request- 
ing the  city  government  to  render  such  aid  as  may 
be  necessary  to  secure  such  a  result. 

Resolved,  Further,  that  the  Directors,  at  their 
discretion,  be  requested  to  invite  the  authorities 
of  the  State,  the  several  railway  companies,  and 
other  parties  interested,  to  join  in  such  an  under- 
taking. 

Mr.  Gait  said,  as  a  stockholder  in  this  company 
he  took  great  pleasure  in  seconding  the  resolu- 
tions, and  be  desired  to  offer  a  few  remarks  in 
their  support,  feeling  as  au  inhabitant  of  Canada,  the 
most  lively  interest  in  the  subject.  No  one  could 
question  the  correctness  of  the  preamble  to  the 
motion,  that  steam  communication  between  Port- 
land and  Europe  was  an  object  of  the  highest  im 
portance :  and  those  who  had  witnessed  the  ad- 
vantages to  this  city  of  the  arrival  of  the  steam- 
ships last  winter,  could  not  fail  to  appreciate  the 
still  greater  benefits  that  would  flow  from  their 
continuing  to  ply  to  Portland  during  the  entire 
year. 

Mr.  Qalt  stated  his  belief  that  the  Grand  Trunk 
Railway  would  be  disposed  to  give  every  support 
in  their  power  to  a  constant  line  of  steamships  to 
Portland,  but  added  that  this  city  and  its  com- 
mercial mhabitants  were  the  parties  who  would 
derive  the  most  benefit,  and  therefore  it  was  quite 
within  the  province  of  the  shareholders  inlihe  At- 
lantic road  to  urge  their  Directors  to  bring  the 
subject  before  the  proper  authorities.  He  said  no 
one  could  look  around  and  see  the  improvements 
in  this  city  without  feeling  that  their  onward 
march  demanded  an  uninterrupted  communication 
with  Europe.  The  population  of  Canada,  now  ex- 
ceeding two  millions,  must  have  a  regular  channel 
for  their  business,  and  he  did  not  believe  that  it 
could  be  found  better  than  by  the  Railway  with 
Portland  for  its  terminus.  It  must  be  manifust  to 
every  business  man,  that  the  progress  of  Portland 
depended  upon  its  facilities  for  despatching  busi- 
ness ;  they  could  not  expect  the  products  of  the 
west  to  come  here,  unless  there  were  the  means  of 
sending  them  away ;  nor  could  produce  be  sent 
here  with  economy,  if  no  back  freight  were  provid- 
ed for  the  railway,  as  the  freight  one  way  had  to 
pay  the  cost  of  returning  the  empty  cars.  To 
give  full  afiect  to  the  benefit  of  the  railway,  Port- 
land must  be  made  a  place  of  import  as  well  as  of 
export, — and  unless  this  were  done,  the  anticipa- 
tions of  advantages  from  the  railway  west,  must 
be  more  or  less  disappointed.    ,,;>,-  5'   >>  •  / 

He  did  not  consider  this  a*  a  qttestion  which 
ought  to  be  regarded  by  the  Atlantic  stockholders 
with  indiiference,  because  they  had  nc  longer  an 
interest  in  the  future  prosperity  of  their  road.  As 
their  original  design  in  building  their  road  was  to 
benefit  their  State  aiid  city,  and  these  objects  re- 
mained equally  important  whether  they  received 
six  or  ten  per  cent,  and  he  did  not  doubt  that  the 
same  public  spirit  and  unanimity  would  be  shown 
in  supporting  the  steamship  project  which  had 
marked  all  their  proceedings. 

His  object  in  now  addressing  the  meeting,  was 
to  impress  on  the  public  here  the  importance  of 
taking  prompt  measures  to  secure  a  constant 
steam  communication— and  especially  to  point 
out  that  though  the  object  was  undoubtedly,  in  a 
favorable  position  to  be  attained,  still  it  would  re- 
quire a  greater  eflTort  than  had  already  been  made 
by  the  city  and  Railroad  Company.  Inasmuch  as 
the  Canadian  government  cou'.d  not  be  expected 
to  devote  the  same  aid  to  the  line  to  Portland  as 
to  the  St.  Lawrence,  and  the  differences  must  be 
more  or  less  made  up  by  others,  who  would 
most  benefit  by  the  change.    Undoubtedly,  those 


were  the  inhabitants  of  Portland,  and  he  trusted 
they  would  come  forward  with  alacrity  in  urging 
on  their  authorities  the  adoption  of  such  a  course 
as  would  prove  of  lasting  benefit,  as  well  as  to  the 
city  of  Portland  as  to  the  State  of  Maine,  and  to 
to  the  whole  province  of  Canada. 

Mr.  Gait's  remarks  were  received  with  great 
applause. 

The  resolutions  were  unanimously  adopted. 

The  following  gentlemen  were  chosen  for  the 
Board  of  Directors  for  the  current  year  : — 

J.  S.  Little,  Wm.  P.  Preble,  A.  T.  Gait,  Phineas 
Barnes,  St.  John  Smith,  John  A.  Poor,  J.  B. 
Brown,  A.  W.  H.  Clapp,  Samuel  Jordan,  Solomon 
H.  Chandler,  George  F.  Shepley,  Thomas  Crocker, 
Thomas  Hammond. 


St  Lionls,  Uemphlg   and    New  Orleans  Ri  R> 

When  the  Mississippi  Valley  Railroad,  to  con- 
nect the  city  of  New  Orleans  with  the  Falls  of  St. 
Anthony,  was  projected,  in  October,  1852,  we  pre- 
sented the  claims  of  three  routes,  south  of  Missou- 
ri, viz  :  the  Little  Rock,  the  Memphis,  and  the 
Helena  route.* 

The  country  from  Missouri  to  Memphis,  and 
from  Missouri  to  Helena,  had  been  unexplored  by 
railroad  engineers,  and  a  merely  preliminary  sur- 
vey had  been  made  by  the  government  of  the  U. 
S.  from  St.  Louis  to  Fulton  via  Little  Rock. 

We,  however,  obtained  information  of  the  pecu- 
liarity of  Crowley's  Ridge  extending  from  Missou- 
ri to  Helena,  150  mile^,  with  an  almost  unbroken 
firm  and  high  surface  on  its  side  above  the  swamp 
and  overflowed  lands,  with  which  it  was  surround- 
ed. Helena  was  also  in  a  nearly  direct  line  from 
St  Louis  to  New  Orleans.  The  Arkansas  country 
on  each  side  of  Crowley's  Ridge  was  mostly  aban- 
doned unreclaimed  and  overflowed  lands.  The 
Helena  route  was  considered  shortest,  cheapest, 
and  was  therefore  jjreferred. 

The  Memphis  route,  it  was  thought,  might  be 
established  by  the  construction  of  that  portion  of 
the  Memphis  andjLittle  Rock  railroad  from  the 
Mississippi  te  the  St.  Francis,  40  miles  across  the 
swamp ;  and  although  it  was  considered  impracti- 
cable to  build  a  road  from  Old  Indian  Ford  to 
Memphis  through  the  lakes,  swamps,  &c.,  140 
miles,  on  the  east  side  of  the  St.  Francis;  yet  it 
was  then  declared  that  "Memphis  might  holdout 
inducements  to  make  its  routes  preferable"  to  the 
Helena  route. 

In  regard  to  the  Little  Rock  route,  it  was  con- 
sidered that  "advantages  might  be  gained  by  and 
from  Little  Rock  and  the  country  along  its  route, 
to  produce  a  great  preponderance  in  its  favor,"  al- 
though the  Little  Rock  route  was  estimated  95 
miles  longer  than  the  Memphis  route.  The  Little 
Rock  route  has  been  earnestly  and  uniformly 
advocated  by  us ;  and  although  violently  opposed 
by  a  strong  political  party  in  Arkansas,  as  a  "visi- 
onary scheme  too  wild  for  a  respectable  manaic," 
and  "  worse  than  a  man's  trying  to  hold  himself 
out  at  arm's  length,'  this  scheme  has  become 
more  respectable  than  its  adversaries,  and  strong- 
er than  their  strength,  and  is  progressing  with 
reasonable  speed,  by  the  impetus  given  to  it  by 
its  frien  s,  combined  by  its  own  intrinsic  merits. 

We  will  now  present  the  claims  of  the  Memphis 
route,  together  with  newly  discovered  evidence  in 
its  favor,  hopiug  soon  to  obLain  yet  further  evi- 
dence of  a  commercial  character,  which  will  place 
this  route  on  a  commanding  position. 

The  flaal  survey  of  the  Railroad  from  St.  Louis 
to  the  Iron  Mountain  reduces  the  distance  to  80 
miles  from  Hazel  street,  on  the  route  which  is 
now  located  in  every  part,  which  is  under  contract, 
on  which  350  men  are  now  working,  and  S35,000 
have  been  paid  to  the  contractors  for  work  done 
to  1st  June  1854. 

The  extension  of  the  Iron  Mountain  road  towards 
Arkansas  reaches  the  Swamp  District  near  Indi- 
an Ford,  150  miles  from  St.  Louis.  The  route  of 
this  extension  was  found  to  be  far  more  practica- 
ble than  its  warmest  friends  anticipated,  the  grades 


relative  cost   would 
above  the  Mountain, 
character  of  the  count] 
the  Mountain  to  the 


*  See  Western  Journal  &  Civilian,  vol.  9,  page 
Sg,  October,  1852. 


being  easier,  and  the  post  averaging  $10,000  per 
mile  less  than  that  «f  the  portion  between  the 
Mountain  and  St.  Louis,  whereas,  from  the  estima- 
tes of  Barney's  survey,  it  was  apprehended  that  the 

much  greater  below  than 
onsidering  the  mountainous 
y,  this  line  of  70  miles  from 
ord  is  remarkably  straight. 
It  is  the  only  good  linej  that  could  be  obtained  south 
of  the  Mountain  towards  Arkansas,  and  further- 
more is  in  the  directic^n  of  Memphis. 

The  Indian  Ford  mliy  l>ecome  a  fixed  point  in'.. 
the  Mississippi  Valley!  Railroad,  which  ever  way'  ' 
the  road  may  be  extended  towards  the  South,  and 
this  point,  though  on  Che  verge  of  the  Swamp  Dis- 
trict, is  destined  soon  io  rise  and  become  a  point 
of  great  distinction.  I  Therefore  it  may  be  well  to 
designate  it  now  withi  reasonable  distinctness. — 
Old  Indian  Ford  is  ontthe  St.  Francis  river,  near, 
though  south  of  the  junction  of  Wayne,  Butler 
and  Stoddard  counties;  It  is  equidistant  from  Ca- 
iro, Hickman,  ard  th^   Arkansas    line    io    Grand 

Prairie,  Dunklin  county,  being  about  60  miles  on 
an  air  line  from  each.  It  is  also  nearly  equidis- 
tant from  New  Madrid  and  from  Point  Pleasant 
on  an  air  line,  being  about  45  miles  from  each ; 
and  it  is  Just  30  miles  from  Arkansas  line  in  Sip- 
ley  county,  where  the  best  route  is  found  along 
the  northwestern  border  of  the  Swamp  Region  in 
the  direction  of  Little  Rock  and  Fulton  in  Ar- 
kansas. Three  routes  have  already  been  survey- 
ed by  the  Iron  Mountain  Co.  radiating  fiom  Old 
Indian  Ford,  one  to  Cairo,  one  to  Arkansas  line  io 
Ripley  county,  and  one  to  New  Madrid,  the  las-  : 
mentioned  to  Point  Pleasant.  A  great  variety  ot 
other  experimental  surveys  were  made  through- 
out the  Swamp  Region  ;  and  it  is  believed  from  in- 
dications discovered  in  these  discur-ive  experi- 
mental surveys,  that  one  of  the  m»st  practicable 
routes  from  Old  Indian  Ford  towards  New  Orleans 
would  be  almost  in  a  straight  line  in  that  direc- 
tion -,  that  is,  on  the  east  side  of  the  St.  Francis 
river  through  Stoddard  and  Dunklin  counties  to 
the  Arkansas  line,  in  Grand  Prairie,  which  is  also 
jn  a  direct  line  toward  Memphis. 

A  powerful  argument  in  behalf  of  this  route  in 
Missouri  might  be  built  up,  based  on  the  reason- 
able presmuption,  that  a  railroad  bed,  constructed 
along  the  eastern  shore  of  the  St.  Francis  in  Stod- . 
dard  and  Dunklin  Counties,  would  be  the  best  em- 
bankment to  prevent  the  occasional  overflow  of 
this  river  in  these  counties,  and  further  that  wich 
an  embankment  may  be  essential  to  reclaim  the 
swamp  lan<ls  in  these  and  the  adjoining 
counties  of  New  Madrid  and  Pemisco,  as  also  of 
a  large  part  of  the  country  in  Arkansas  east  of  the 
St.  Francis.  This  branch  of  this  subject  is  well 
worthy  the  careful  consideration  of  the  Swamp 
Land  Commissioners  of  Arkansas,  as  also  of  the 
above  mentioned  swamp  counties  o^  Missouri. 

That  the  probable  feasibility  of  this  route  may 
be  still  more  highly  appreciated,  and  the  ignorant 
prejudice  against  building  a  railroad  through  the 
Swamp  District  may  be  more  thoroughly  advised 
and  fairly  enlightened,  it  is  proper  to  state,  attd  it 
should  not  be  forgotten  that  while  the  cost  of  the 
construction  of  the  railroad  from  St.  Louis  to  the 
Iron  Mountain,  ready  for  rolling  stock,  averages 
340,000  per  mile  along  its  80  miles,  and  that  while 
the  cost  ot  construction  of  railroads  from  the  Iron 
Mountain  to  Indian  Ford,  ready  for  rolling  stock, 
averages  S30,000  per  mile  along  its  70  miles,  the 
cost  of  construction  of  railroads  from  Indian  Ford 
through  various  portions  of  the  Swamp  Region, 
ready  for  rolling  slock,  averages  in  general  only 
tl8,000  per  mile,  being  only  about  >2  as  much  as 
the  average  from  St.  Louis  to  the  Indian  Ford. 

That  the  length  and  cost  of  the  Missouri  portion 
of  the  St  Louis,  Memphis,  and  New  Orleans  Rail- 
road, may  be  somewhat  minutely  yet  concisely 
shown,  we  may  conclude  from  the  data  above  sta- 
ted, as  the  distance  from  Indian  Ford  to  the  Ar- 
kansas line  in  Grand  Prairie,  Dunklin  county,  i» 
60  miles  on  an  air  line  and  as  the  average  devia--: -^i' 
tion  from  an  air  line  may  be  farirly  represented 
by  one-sixth,  that  the  length  of  Indian  Ford  and 
Grand  Prairie  line  is  70  miles,  and  that  the  cost  of 
coastructioo  of  this  link,  ready  for  rolling  stock, 
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averAgin?  SI 8,000  per  mile   is  Sl,260,000;  and 
placing  the  links  in  tabular  form  we  find 
The  length  of  the  St.  Louis  and 

IronMountain  link 

Iron  Monntain  and  Indian  Ford. 
Indian  Ford  and  Grand  Prairie 

UUK  •*••  •••»  ••••  ••••  ••••  ••• 


80  miles 
70    " 


Total  length  of  the  Missouri  por- 
tion   

Cost  of  1st  division  80  miles,  at 
840,400  per  mile 

Cost  of  2d  division,  70  miles,  at 
S30,000  per  mile 

Cost  of  3d  division  70  miles,  at 

'    $18,000  per  mile 


70 


220  miles 


$3,200,000 
2,100,000 
1,260,000 


By  addin»  cost  of  rolling  stock, 
together  with  buildings  and 
fixtures  for  same  at  the  rate 
of  $4,000  per  mile,  220  miles . 


$6,660,000 


880.000 


$7,440,000 


We  find  total  cos  tin  Mo.  in  run- 

ing  order 

Tonching  tho  Arkansas  portion  of  the  St.  Louis 
and  Memrihis  Railroad,  on  the  route  above  indi 
cated,  as  it  may  become  a  link  of  vast  importance 
in  the  Mississippi  Valley  Railroad,  and  as  it  was 
oriffinally  and  almost  universally  thought  to  be 
Utterly  impracticable,  it  is  but  justice  to  Mr.  W. 

D.   Ferguson,  of  Arkans<-\s,  to  fix   the  fact  that  he 

is  the  man  who  first  projected  and  Earnestly  ad- 
vocated this  route.  One  year  ago  from  this  date 
at  the  Memphis  Convention  in  June,  1853,  in  con- 
versation with  the  author  of  this  article,  he  pre- 
sented the  claims  of  this  route,  and  urged  them 
with  the  light^  of  his  experience  on  the  ground, 
and  with  the  warmth  of  his  enthusiasm  in  the 
prospect.  Not  one  word  could  we  then  hear  in  its 
favor  excepting  from  him. 

Since  then  but  little  has  been  said  or  done  on 
this  subject  until  the  first  day  of  March,  1854, 
when  0  W.  Underbill,  of  Arkansas,  E.  H.  Porter 
of  Tennessee,  and  L.  M.  Kennett,  of  Missouri, 
with  their  associates  in  each  of  said  States  formed 
themselves  into  a  corporation  under  the  general 
law  of  the  State  of  Arkansas  by  the  name  of 
Memphis  and  St.  Louis  Railroad  Companji,  for 
the  purpose  of  building  a  railroad  through  Arkan- 
sas, from  a  point  opposite  or  near  Memphis 
"on  or  near  a  direct  line  between  the  same  and 
the  city  of  St.  Louis,  Missouri,  Jind  running  thence 
as  nearly  as  said  company  may  deem  it  practica 
bio  in  the  direction  of  St.  Louis,  so  as  to  reach  a 
point  on  or  connect  with  the  St.  Louis  and  Iron 
Moantain  Railroad,  or  any  other  railroad  or  point 
thereon,  in  that  general  direction." 

The  charter  wa<i  filed  in  the  office  of  the  Secre- 
tary of  State  of  the  State  of  Arkansas  on  the  Cd 
day  of  March,  1864,  and  on  the  18th  day  of  the 
same  month  the  Board  of  Commissioners  of  said 
company  met  and  organized  by  the  election  of 
Ethel  H.  Porter,  President  of  the  Company,  and 
J.  T.  Swayne,  Secretary. 

As  the  legal  provision  is  thus  obtained  for  build- 
ing the  Arkan><as  link  of  this  road,  we  will  now 
proceed  to  inquire  into  the  probable  length  and 
cost  of  the  same. 

For  the  sake  of  avoiding  circumlocution,  we 
will  designate  the  point  on  the  boundary  line  be- 
tween Mi.ssouri  and  Arkansas  east  of  the  St.  Fran- 
cis river,  where  this  railroad  will  probably  cross, 
by  the  name  which  is  given  to  the  strip  of  country 
there  extending  both  into  Missouri  and  Arkansas, 
thatis  Grand  Prari  e,  although  the  village  ofGrande 
Prairie  is  not  exactly  at  this  point. 

From  this  point  to  Memphis,  the  distance  on  an 
air  line  is  about  60  miles,  being  the  same  distance 
as  from  this  point  to  Indian  Ford.  By  tho  reports 
gathered  from  the  experimental  surveys  of  the 
Iron  Mountain  Rrilroad  Company  throughout  va- 
rious portions  of  the  Swamp  District,  and  from  the 
facts  stated  by  Mr.  Ferguson,  of  Arkansas,  the  gen 


^rom  Grand  Prairie  to  Memphis,  and  as  the  air 
'ine  distance  ia  also  the  same,  therefore  it  is  reason- 
able to  make  the  same  allowance  for  the  length 
and  cost  of  a  practicable  route  from  Grand  Prairie 
to  Memphis,  as  from  Indian  Ford  to  Grand  Prairie. 

Calculating  then  on  this  hypothesis,  the  length 
of  Grand  Prairie  and  Memphis  link  is  70  miles, 
and  the  cost  of  construction  of  the  same,  ready 
for  rolling  stock,  is  $1,260,000.  Calculating  the 
cost  of  rolling  stock  together  with  buildings  and 
fixtures  for  same  at  the  rate  estimated  for  the  Mis- 
souri portion,  to  wit:  $4,000  per  mile,  70  miles,  it 
is  $280,000  making  the  toUl  cost  of  the  Grand 
Frail  le  and  Memphis  road  in  ruoning 

order $1,540,000 

To   which  add  the  total  cost  of  the  St. 

Louis    and   Iron    Mountain    road    to 

Grand  Prairie  in  running  order 7,440,000 

And  we  find  the   total  cost  of  the  road 


from  St.  Loui  i  to  Memphis —$8,980,000 

The  total  distance  from  St.  Louis  to  Memphis 
by  this  route  according  to  the  above  estimates  is 
290  miles,  which,  with  a  speed  on  the  road  of  80 
miles  an  hour,  brings  St.Louis  and  Memphis  within 
ten  hours  distance  of  each  other. 

Having  ascertained  the  probable  length  and 
cost  of  the  St,  Louis  and  Memphis  Railroad,  we 
will  proceed  to  an  examination  of  the  Memphis 
and  New  Orleans  road. 

The  distance  from  Memphis  to  New  Orleans  on 
an  air  line  is  342  miles.  These  two  points  are  con- 
nected by  a  road  in  process  of  construction  com- 
posed of  three  links,  which  are  the  "New  Orleans, 
Jackson  and  Great  Northern  Railroad,"  reaching 
from  New  Orleans  to  Canton,  the  Mississippi  Cen- 

ral  Railroad,"  reaching  from  Canton  to  Grenada, 
Miss.,  apd  the  "  Mississippi  and  Tennessee  Rail- 
road," reaching  from  Grenada  to  Memphis. 

The   distance  from  New  Orleans  to 
Canton,  air  line,  is 175  miles. 


Do.     Canton  to  Grenada,  air  line 
Do.    Grenada  to  Memphis,  do 

Total  distance  by  deviating  links,  do. 
Do.    without  deviating,  do. 


78 
93 


.  346  miles 
.342     .. 


Amount  of  deviation  by  the  links,  do. . .     4  miles. 


By  allowing  on  the  sum  total  a  devia- 
tion of 44  miles. 

from  the  air  line  distance  of  the  links. .  34G     ,, 


The  length  of   the  practicable    route 
from  Memphis  to  New  Orleans  is 390  miles. 

In  order  to  show  the  progress  and  prospects  of 
this  combined  enterprise  in  Louisiana,  Mississippi 
and  Tennessee,  we  will  quote  a  paragraph  from 
the  memorial  o^  the  Mississippi  and  Tennessee 
Railroad  Company  to  the  St.  Louis  and  Iron  Moun- 
tain Railroad  Company,  dated  18th  March,  1854 : 

"The  greater  portion  of  this  route  is  already 
provided  for.  From  New  Orleans  to  the  Mi-ssis- 
sippi  State  line  the  "Great  Northern  and  Jackson 
road"  is  nearly  completed,  and  will  soon  be  fin- 
ished all  tho  way  to  Canton,  Miss.; — thence  the 
"Mississippi  Central  road"  to  Holly  Springs  passing 
Grenada,  Mi.,  is  under  contract  to  be  completed 
in  23^2  years.  From  Grenada  our  road,  the  "Missis- 
sippi and  Tennessee"  completes  the  line  to  Mem- 
phis ;  and  the  means  at  our  command  warrant  us 
in  the  confident  expectation  of  its  early  consum- 
mation." 

It  will  thus  be  seen  that  the  southern  and  larger 
portion  of  the  St.  Louis,  Memphis  and  New  Or- 
leans Railroad  is  rapidly  progressing  with  brilliant 
prospects  of  entire  completion  long  before  the 
■Memphis  and  St.  Louis  portion  can  be  done,  ac- 
cording to  present  indications. 

But  the  presentation  of  these  facts  should  sti- 
mulate the  public  mind  with  renewed  activity  in 
behalf  of  the  St.  Louis  and  Iron  Mountain  Rail- 
road, that  while  this  work  is  being  built  to  the 
Mountain,  means  and  spirit  may  be  gained  to  drive 


it  on  to  Memphis,  that  a  resp)eetable  portion  of 
, ,      ,^        the  2,000,000  acres  of  swamp  land  in  South-east 
eral  charicter  of  tho  country  from  Indian  Ford  tol  Missouri  may  b*  applied  to  its  construction,  and 
Qtff^i  Frairio  seem*  (o  hd  s^bout  the  same  as  (bati  thereby  to  their  owo  ceQlMuatiuu  j  Ui«ir  nett  k^|oq 


ceeds  remaining  a  school  fund  vested  in  the  stock 
of  the  railroad  company.  This  is  doubtless  the 
best  thing  that  could  be  done  with  a  large  portion 
of  the  swamp  lands,  both  in  Missouri  and  Arkan- 
sas ;  and  it  may  be  that  half  enough  could  be  rea- 
lized from  these  lands  in  Missouri  and  Arkansas 
together  to  build  the  road  from  Indian  Ford 
to  Memphis,  140  miles,  the  amount  necessary  to 
complete  this  portion, being,according  to  theabove- 
mentioned  estimates,  only  $3,080,000.  Means 
may  be  gained  to  prosecute  this  enterprise  by 
arousin?  a  spirit  in  Congress  in  behalf  of  a  grant 
of  lands  for  the  Mississippi  Valley  Railroad,  the 
St.Louia  Convention  having  sent  them  a  memorial 
on  this  subject  in  December,  1852,  and  the  Mem- 
phis convention  having  endorsed  the  memorial  in 
June,  1863.  This  grant  of  land  by  Congress 
should  be  made  liberal  enough  to  meet  one-half 
the  cost  of  building  this  road  from  St.  Louis  to 
Indian  Ford,  150  miles.  Then,  the  length  of  this 
road  being  the  same  from  St.  Louis  to  Arkansas, 
as  the  length  of  the  North  Missouri  Railroad  from 
St.  Louis  to  Iowa,  each  one  being  by  a  singular 
coincidence  just  220  miles,  and  as  the  cost  of  con- 
struction of  the  Iron  Mountain  Railroad  is  also 
equal  to  that  of  the  North  Missouri  Railroad,  and 
its  value  to  the  State  also  fully  equal,  it  therefora 
follows  that  an  equal  amount  of  State  credit 
should  be  granted  to  each.  But  the  North  Mis- 
souri Railroad  has  received $2,000,000 

while  the  Iron  Mountain  Railroad  has 

received  only 760,000 

Leaving  the  claim  of  the  Iron  Mountain 

Railroad  for $1,250,000 

of  State  credit,  which  it  is  but  just  and  reasonable 
to  suppose  will  be  allowed  by  the  Legislature  as 
soon  as  it  convenes. 

Let  then  th's  swamp  land  grant,  this  Mississippi 
Valley  Railroad  grant,  and  this  grant  of  $1 ,250,000 
State  credit  be  gained,  while  the  contractors  are 
building  the  road  from  St.  Louis  to  the  Iron  Moun- 
tain, then  means  and  spirit  enough  will  be  realized 
to  drive  this  work  on  with  energy  to  Memphis. 

The  people  of  St.  Louis  have  already  acted  with 
a  noble  liberality  towards  their  railroad  enter- 
prizes.  They  have  given  $2,805,000  to  the  Pacific 
Railroad,  and  more  than  $2,700,000  to  the  Missis- 
sippi Valley  Railroad,  about  one-half  of  the  last 
sum  to  the  North  Missouri  portion,  and  the  other 
half  to  the  Iron  Mountain  portion,  making  the 
amount  given  by  the  city,  county  and  private  sub- 
scriptions of  St.  Louis  to  these  railroads  over 
$5,500,000.  Besides,  the  people  of  St.  Louis  have 
given  liberal  aid  to  the  railroads  in  Illinois,  and 
all  these  works  are  progressing  in  every  direction. 
And  although  the  people  of  St.  Louis  have  raised 
these  means  and  shown  this  spirit,  they  would  be 
ready  and  willing  in  case  of  an  emergency  to  raise 
and  show  more.  But,  for  what  they  have  already 
done,  they  manifestly  deserve  the  applause  of  the 
whole  country,  from  the  lakes  to  the  Gulf,  from 
the  Atlantic  to  the  Pacific,  and  should,  at  the  ear- 
liest possible  moment,  receive  generous  assistance 
from  tho  State  and  National  Governments,  worthy 
of  the  magnanimity  they  have  displayed. 

The  means  of  the  St.  Louis  and  Iron  Mountain 
Railroad  Company  are  as  follows,  to  wit : 

Subscription  of  the  city  of  St.  Louis. . .  $500,000 
„  „     „    county  of  St.  Louis  500,000 

Other  corporate  and  private  subscrip- 
tions     500,000 


To  this  add  State  credit  granted 


$1,500,000 
760,000 


Total  amount  of  means  at  command.  $2,260,000 
And  to  this  add  the  amount  of  Stale 
credit,  which,  as  above  shown,  may 
be  reasonably  anticipated 1,260,000 


and  then  we  realize  the  amount  of . . . .  $3,600,000 
enough  to  complete  the  Iron  Mountain.  To  this 
add  'he  Mississippi  Valley  Railroad  grant  and  the 
Swamp  Land  grant,  and  thereupon  the  Company 
will  soon  gain  means  and  spirit  enough  by  their 
own  credit,  which  will  then  be  firmly  established 
A  bigb  Aod  ootiuuaQdiog  pusition,  to  buil4  op 
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the  whole  line  from  St.  Louis  to  Memphis  withlgreat  carelessness  would  be  induced  on  the  part 


dispatch  and  ease 

When  this  is  done,  the  railroad  connection  from 
New  Orleans  to  St.  Louis  will  be  complete,  while 
at  the  same  time  the  North  Missouri  Railroad 
Company  together  with  the  Iowa  and  Minnesota 
interests  will  be  extending  this  connection  to  the 
Falls  of  St.  Anthony,  reducing  the  distance  from 
New  Orleans  to  the  Falls  by  railroad  to  the  same 
number  of  miles,  New  Orleans  is  from  St.  Louis, 
by  the  river,  to  wit:  1,200  miles. —  H'eskrn  St. 
Louis  Jouraal. 


Journal  of  R»llroacl  l>»iiv« 

OTER-ISSUES  OF  STOCK. 
The  legal  conseciuences  of  the  late  uver-lssacs 
of  railroad  stock  are  still  earnestly  discussed. 
On  one  side  it  is  argued  as  follows :  ;. 
If  the  Transfer  Agent  of  a  Company  fraudulent- 
ly issues  stock  beyond  the  amount  authorized  by 
law,  he  thereby  wilfully  abandons  the  line  of  his 
duty,  and  by  that  very  act  ceases  to  be  the  agent 
of  the  company  which  he  had  previously  served, 
and  the  stock  certificates  which  he  puts  forth  are 
wholly  spurious  and  void  as  would  be  those  of  any 
forger  who  was  entirely  a  stranger  to  the  company 
in  question.  Such  so-called  stock  certificates  are 
not  the  certificates  of  the  Company.  They  did 
not  emanate  from  an  authorized  agent  of  the  Com- 
pany. The  stock  of  the  Company  having,  by  an 
act  of  the  Legislature,  been  limited  to  a  fixed 
amount,  common  prudence  required  that  parties 
purchasing  stock  should  inquire  whether  the 
shares  offered  to  them  were  genuine  or  spurious. 
For  an  Act  of  Legislature  is  notice  to  the  public, 
in  relation  to  the  provisions  it  contains. 

There  is  a  broad  distinction  between  mere  care- 
lessness on  the  part  of  an  agent,  and  willful  fraud. 
A  company  in  appointing  agents  is  bound  to  select 
those  whom  they  have  good  reason  to  believe  fully 
competent  to  discharge  their  appropriate  duties. 
If  such  agent  proves  to  be  unskillful  or  negligent, 
and  consequently  damages  another,  the  principal 
is  liable  to  the  party  damnified.  The  iigent  stands 
in  the  place  of  the  principal.  The  damage  done 
by  an  unskillful  or  negligent  agent,  is  virtually 
done  by  the  principal  who  appointed  him.  But 
although  a  principal  may  be  able  to  ascertain  be- 
forehand with  reasonahlo  certainty  his  proposed 
agent's  qualifications  in  respect  to  jtrudence  and 
ability,  how  can  he  gauge  and  test  the  moraliti/  of 
such  ageat  1  Human  nature  is  mutable  and  frail, 
and  sometimes  shoots  madly  from  its  appointed 
•  orbit  under  the  influence  of  peculiar  temptations. 
Few  men  have  sounded  the  depths  of  their  own 
hearts,  much  less  those  of  others.  A  principal 
therefore  only  guarantees  that  his  agent  shall  be 
amply  intelligent  and  discreet  for  the  execution  of 
his  trust.  He  does  not  engage  that  the  agent  may 
not  possibly  abandon  bis  trust  and  rush  into  crime, 
thereby  subjecting  himself  to  the  penalties  which 
the  law  inflicts  upon  all  wrong-doerS.  The  prin- 
cipal is  not  implicated  in  the  hidden  criminality 
of  his  agent,  nor  in  the  absence  of  express  Legis- 
lation, is  he  liable  for  the  pecuniary  damage  flow- 
ing from  crime  which  human  vigilance  can  only 
very  partially  prevent.  In  fiw,  if  a  principal  in 
choosing  agents,  selects  those  who  are  fully  com- 
peUnt  and  prudent  and  unbkmisficd  in  regard  to 
moral  repuUtion,  then  the  duty  of  the  principal 
so  far  as  this  matter  is  concerned  is  done.  Nothing 
further  is  to  be  required  of  him,  in  regard  to  the 
delegation  of  his  authority.  If  principalB  were 
tbe  ^»rADt«n  oftbolr  kgenU  to  »U  rMpe«to, 


of  those  having  dealings  with  such  agents. 

In  regard  to  the  enormous  amounts  of  over-is- 
sued New  York  and  New  Haven  stock,  which  were 
offered  for  sale  by  a  late  Transfer  Agent,  they 
should  of  themselves  have  awakened  the  sus- 
picions of  buyers.  Those  who  bought  such  stock, 
should  have  first  ascertained  whether  it  was 
spurious  or  genuine.  And  not  having  done  so' 
they  should  suffer  tbe  consequences  of  their  own 
rashncM.  .-■   :'■■  ■  "■'.■'■^ ■'-:.. 

But  on  the  other  hand  it  is  urged,  that  when  a 
Company  declares  an  individual  to  be  the  Transfer 
Agent  of  their  stock,  they  must  be  considered  as 
sanctioning  whaterer  acts  he  perform  under  color 
of  his  office.  If  A  then  is  the  agent  of  a  Company 
for  the  purpose  of  transferring  its  stock,  it  follows 
that  whatever  stock  he  transfers,  be  it  genuine  or 
not,  is  virtually  transferred  by  the  Company  which 
appointed  him,  and  whatever  money  was  received 
therefor  wa«  virtually  rccoived  by  the  Company. 
While  dealing  with  Abonajiie  purchaser  of  stock, 
the  Transfer  Agent  is  to  all  intents  and  purposeis, 
the  Company,  aud  the  Company  cannot  repudiate 
his  acts  to  the  prejudice  of  innocent  third  parties. 
The  Transfer  Agent  m.iy,it  is  true,  exceed  his  au- 
thority so  far  as  the  Company  is  concerned,  but 
strangers  are  not  thereby  of  necessity  prejudiced. 
For  the  Company  having  once  accredited  the 
Transfer  Agent  to  the  world  are  responsible 
for  the  consequences  of  such  act,  however  disas- 
trous to  themselves.  Purchasers  cannot  scrutinize 
the  acts  of  Transfer  Agents,  for  the  books  of  Stock 
Companies  are  closed  as  to  them.  And,  indeed, 
only  professional  accountants  can  ordinarily  trace 
the  history  and  origin  of  certiicates,  and  that  with 
much  time  and  labor. 

Although  a  principal  may  not  ba  liable  for  his 
agents  acts,  when  the  latter  absoluttly  renounces 
hia  agency,  and  peri^etrates  a  wilful  wrong,  yet 
when  the  agent  acts  within  what  the  public  have  a 
right  to  beliece  the  scope  of  his  kgUiniate  authority, 
and  in  so  doing  defrauds  an  innocent  third  party, 
the  principal  is  responsible  to  the  sufferer,  for  it 
was  through  the  principal's  instrumentality  that 
the  unfaithful  agent  was  appointed.  And  if  a 
transfer  agent  has  been  for  a  long  time  practising 
frauds  which  might  have  been  checked  by  due 
supervision  and  scrutiny  on  the  part  of  the  Direc- 
tors, the  Company  is  liable  for  such  negligence  of 


legal  authorities  declare  the  question  to  be,  with 
Khai  powers  had  those  tkiri  parlies  the  right  to  sup- 
pose the  agenls  to  be  clot/ud  1  If  they  had  good  rea- 
son to  suppose  those  agents  to  be  authorized  to 
sell  what  purported  to  be  stock  certificates,  they 
were  justified  in  buying  them,  and  can  claim  in- 
demnity, from  the  principal  whom  tho&e  agent* 
profess  to  represent. 

A  PeDDsylvaniac  decision  in  the  case  of  Uto 
Bank  of  Kentucky,  reported  in  Parson's  SeUcl 
Equity  Cases,  is  cited  in  support  of  the  foregoing 
view  of  the  case.  The  Schuylkill  Bank  of  Penn- 
sylvania was  tbe  Transfer  Agent  of  the  Bank  of 
Kentucky.  Tb«  stock  of  the  former  was  limited 
to  50,000  shares.  The  Schuylkill  Bank,  as  trans- 
fer agent,  issued  over  13,000  spurious  shares. — 
The  Bank  of  Kentucky  relieved  most  of  those  who 
bad  suffered  by  means  of  the  over  issues,  by  buy- 
ing in  such  spurious  shares,  and  then  filed  a  bill 
in  the  Philadelphia  Common  Pleas  against  the 
Schuylkill  Bank  to  compel  it  to  refund  tbe  money 
which  they  had  so  expended.  The  Schuylkill 
Bank  insisted  that  the  Bank  of  Kentucky  were 
under  no  liability  to  pay  for  the  spurious  stock. — 
Tl'.c  question  was  argued  by  the  oldest  Counsel  of 
Pennsylvania,  and  decided  in  favor  of  the  Bank  of 
Kentucky,  and  on  a|>pcal  to  the  Supreme  Court  of 
Pennsylvania  this  decision  was  athrmcd,  and  the 
claims  of  the  purchasers  of  spurious  block  io  be 

indcuiuitied  were  individually  sauctioued.  So  the 
Bank  of  England  is  said  to  have  been  declared  by 
the  Queen's  Bench  to  be  bound  by  the  transfer  of 
Consols  bj-  its  transfer  agents,  although  such  trans- 
fer was  based  upon  a  fui^ged  power  of  Attomej- — 
vs.  Birmingham  464t-  -";:^^^  .  .•  .:  :•.,  ■'■  . 
Such  is  a  general  sketch  of  the  present  state  of 
the  controversy  concerning  over  issues  of  stock, 

which  will  soon  probably  occupy  the  Courts. 

Like  the  subject  of  mistakes,  as   Sir  Roger  De 
Coverly  said,  "  much  may  be  said  on  both  sides." 


Memphis  and  Charleston  Railroad. 

We  understand  that  the  Directors  of  tbe  Mem- 
phis and  Charleston  Railroad  have  sold  S400,000 
of  their  7  per  cent,  bonds  to  their  own  stockhold- 
ers aud  other  capitalists  of  the  Tennessee  Valley 
on  tbe  terms  proposed  by  them.  This  we  under- 
stand will  enable  the  Company  with  their  other 
means  to  lay  their  track  through  Alabama  (160 
miles)  except  25  miles  of  iron  We&t  of  Tuscum- 
bia. 

This  is  as  it  should  be  ,  our  people  are  able  and 


such  Directors,  whom  they  appointed  mainly  for  1*'^*'^  should  be  willmg  to  come  up  and  put  a  part 

of  their  means  into  such   important  Internal  Im- 


the  purpose  of  watching  their  subordinate  officers. 
It  caimot  be  admitted  that  a  Company  and  the 
purchasers  of  spurious  stock  issued  by  its  officers 
are  equally  innocent,  The  Company  enabled  the 
officer  to  do  the  wrong.  Accordingly  if  the  Cash- 
ier of  a  Bank,  corruptly  issues  a  certificate  in  fa- 
vor of  a  party  having  no  funds  in  Bank,  and  this 
certificate  comes  into  the  hands  of  an  innocent  pur- 
chaser, the  bank  is  liable  for  the  amount.  And 
the  same  is  true  of  Bank  notes  issued  over  and 
above  the  amount  limited  by  laws.  It  is  true  that 
a  principal  iS'not  generally  presumed  to  assent'to 
any  wilful  wrong  committed  by  his  agent,  aside 
from  his  official  duties.  But  he  is  presumed  to 
assent  to  aud  to  ratify  what  the  agent  does  under 
color  of  his  office.  On  this  ground,  if  an  agent  is 
negligent  in  discharging  his  duty,  the  principal  is 
indentified  with  him,  and  answerable  for  conse- 
quences. In  regard  to  tbe  rights  of  third  parties 
wbo  bftve  bad  de»lU)|(a  with  »^eu\M,  the  bi^beet 


provemenus  as  this;  especially  so,  when  tbe 
security  oflered  i.«  so  ample,  and  the  rate  of 
interest  is  so  good.  Let  every  man  who  can 
come  up  and  take  a  few  of  the«e* bonds ;  tbe  Com- 
pany yet  need  more  money  to  finish  and  fullv 
equip  their  road,  and  the  more  means  thev 
g«t  the  sooner  they  will  be  able  to  finish  the  road 
and  make  tho  stock  in  it  proflUhle,  and  give  th« 
country  the  advantages  of  tho  road. 

Let  our  jwople  divide  their  capiul  more ;  think 
less  about  land,  negroes  and  cotton  bales,  and 
they  will  soon  find  ihfmselvci  and  their  country 
more  iude[>endent.  Let  ns  rely  upon  ourselves, 
build  our  own  roads,  keep  the  interest  on  the  cap- 
ital in  our  own  country,  and  gFve  to  our  Railroad 
companies  the  enormous  rates  of  interest  com- 
missions, guarantees,  discounts,  &c.,  which' most 
of  them  have  heretofore  paid  to  Northern  brokers 
and  which  have  absorbed  so  much  of  the  perma- 
nent capital  of  our  Companies. 

Let  us  begin  to  rely  on  our  own  resources  and 
then  we  can  begin  to  feel  independent,  and  not 
until  then.     Let  every  man  uk«>  this  home  to  him 
•elf,  and  comt  up  and  do  bis  own  indjTiduftl  dutr 
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and  not  wait  for  some   one  else   to  do  what  be 
onght  to  do. — Uunlsville  Democrat. 


Ameriean   Railroad  Journal. 

Saturdayt  Aucuat  IS,  1854. 


Carbart'a  Turntables. 

We  are  pleased  to  learn  of  the  continned  success 
of  these  turntables  and  tbat  tbey  are  rapidly 
gaining  their  way  to  the  confidence  of  the  mana- 
gers of  important  lines  of  road  in  all  parts  of  the 
country.  We  know  of  many  new  roads  both  at 
the  South  and  west  which  are  now  engaged  in 
patting  them  down  and  many  others  which  have 
had  specimens  of  them  on  trial  for  some  months 
that  have  now  decided  to  equip  their  entire  lines 
with  them  to  the  exclu.sion  of  other  plans. 

Mr.  Carhart  is  a  very  worthy  and  ingenious 
mechanic  who  superintends  the  construction  of 
his  turntables  in  person  and  we  are  glad  to  be 
able  to  say  he  has  done  so  thus  far  with  the  most 
flattering  success.  Increasing  demand  for  his  ta- 
bles which  has  arisen  from  the  great  satisfaction 
they  have  given  to  engineers  and  Superintendents 
who  have  used  them  is  the  best  evidence  of  the 
characte  of  his  work  and  the  utility  of  his  plan. 
We  have  no  hesitation  therefore,  in  commending 
Mr.  Carhart  to  the  attention  of  railway  mana- 
gers, on  new  or  old  roads,  in  any  and  every  part 
of  the  country.  His  list  of  references  comprises 
many  of  the  best  managed  roads,  and  the  names 
of  engineers  and  Superintendents  of  the  largest 
experience  throughout  the  Union. 

Stock  and  Money  Market. 

The  past  has  been  an  inanimate  week  in  the 
share  market.  Prices  have  fluctuated  somewhat, 
but,  on  the  whole,  are  weaker.  There  is  no  specu- 
lative feeling  in  the  street,  and  only  few  operators 
as  nearly  all  who  can  leave  the  city  have  fled  to 
escape  the  extrome  heat  which  prevails.  August 
is  usually  the  dullest  month  of  the  year,  and  this 
year  business  of  all  kinds  is  unusually  slack. 

We  have  returns  of  the  earnings  for  Jidy  from 
one  or  two  roads  only. 

We  annex  those  for  June  as  far  as  received. 


1853. 
Cincinoati,  Hamilton  & 

Dayton $32,301 

Baltimore    and    Ohio, 

(main«tem) 189,967 

Washington  Branch.  ..  30,639 
Michigan  Southern. . . .  148,346 

Michigan  Central 119,433 

Macon  and  Western . . .   16,692 
Cleveland    and    Pitts- 
burgh   36,828 

Chicago  and  Rock  Is- 
land      new 

N.  York  and  N.  Haven.  59,738 
Pennsylvania  Central . .  156,928 
Norwich  and  Worcester  26,411 
New  York  Central ....  382,654 
New  York  and  Erie..  .336,018 
Ohio  and  Pennsylvania  56,244 

Hudson  River 94,978 

Milwaukee  and  Missis- 
sippi     18,585 

Detroit  and  Pontiac . . .     5,407 

Sixth  Avenue 

Eighth  Avenue 

Kennebec  &  Portland. .   12,176 

Stonington 21,244 

Galena  and  Chicago. . .  49,010 

Indiana  Central new 

Rome  and  Watertown.  31,334 
\;ieTel»DddtColumbu8.  91,366 


1854.    Increase. 
$39,975      $7,572 


316,802 

31,879 

186,663 

171,359 

19,750 


126,835 

1,240 

36,706 

51,925 

4,158 


47,229      11,903 


113,008 
70,254 

227,652 
25,780 

492,734 

398,750 
82,059 

128,073 

45,078 
6,118 
21,976 
25,758 
17,700 
20,966 

120,879 
27,205 
39,506 

117,144 


113,008 
10,519 
70,674 

111,079 
62,731 
26,815 
33,094 

26,490 
1,410 


6,624 

71,869 

27,205 

8,172 

26,778 


Railway  Sliare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence. . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord ....  " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton.  . .  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester^.  " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naogatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal....  " 

Rensselaer  and  Saratoga....  " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East '^ 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

FliiUcL,  WilmingtoD  »nd  B»lt.  " 


160 
65 
72 
51 
20 
93 
35 
64 
82 
24 
15 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
66 
69 
29 
62 
58 
42 
67 
20 
74 
45 
11 
77 
46 
166 
50 
40 
45 
72 
110 
50 
66 
61 
62 
66 
64 
91 
132 
69 
60 
47 
36 
464 
144 
130 
95 
604 
118 
36 
23 
26 
60 
41 
32 
39 
96 
66 
46 
31 
63 
56 
20 
36 
96 


-3 


U3 


?,iod 


1,688,1001  2,978,700 


li 

o  a 

o  " 
H 


6,973,700 


824,863j  1,043,640!  2,036,140 

1,073,673    ' '  -'—  — 

1,365,500 

285,74V 
1,649,278 
1,486,000 
2,078,625 
3,016,634 

717,543 

600,000 


1,097,600 
2,486,000 
8,600,000 
1,600,000 
392,000 


1,439,694, 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


650,000 
2,429,100 
3,500,000 


700,000 


1,830,000 
4,0^6,974 
3,160,000 
4,600,000 

421,960 
1,591,110 
2,860,000 
1,060,000 
3,540,000 

600,000 
1,159,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
6,150,000 


1,457,600 

922,600 

2,360,000 


558,861 
3,000,000 

926,000 
•  760,500 
2,121,110 

900,000 


879,636 


425,609 

687,000 

10,000,000 

3,740,515 

4,726,260 

1,876,148 


1,579,969 

360,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 


206,190 
150,000 
402,326 
690,541 
180,000 
286,363 

1,192,975 
6,208 
191,600 
none. 
953,370 
295,038 
none. 

1,139,616 
194,445 

6,319,620 
467,700 
300,000 
500,000 
800,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,650,000 


872,000 


582,400 
400,000 
24,003,865 
7,046,395 
977,463 
616,246 


2,520,981 
1,459,384 
713,606 
2,640,217 
1,486,000 
3,002,094 


651,214 
1,400,000 

673,500 

1,746,516 

5,577,467 

12,000,000 

1,500,000 


2,044,636 
4,111,315 
3,679,041 
4,860,764 

633,906 
1,802,244 
3,120,391 
1,050,000 
8,716,870 

629,964 
2,221,068 
2,293,634 

307,186 
3,207,818 
1.342,693 
9,963,258 

*  1,791,999 
1,400,000 
3,160,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


28,086,600  10,773,823 


2,969.760 
206,000 
131,000 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


128,000 

476,000 

1,500,000 

13,000 


713,227 


6,656,832 10,427,800 
6,000,0001  2.399,166 


1,380,610 
2,596,488 
2,550,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

38,070,863 

10,527,654 
6,102,935 
2,446,891 

33,859,423 

5,133.834 

633,598 

349,775 

7T4,495 

1,250,000 

1,832,945 

329,677 

1,043,367 

1,693,711 

4,327,498 

1,220,326 

3,245,720 

2,379,880 

1,265,143 

750,000 

1,702,523 

17,141,987 
8,067,285 


Sd'3 

h 


264,743 
177,003 
168,114 
208,669 
23,946 
150,538 
305,806 
287,768 
328,782 


132,646 


495,397 


Leased  to 
Recently 


the  Vt.  C 
opened. 


434,699 
803,024 
509,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,659 
188,442 

90,316 
374,897 
169,738 
244,328 
182,398 
1,525,224 
240,572 
291,417 


689,629 
329,041 
69,629 
114,410 
806,713 


Recently 

267,561 

Recently 


Recently 


76,760 
74,241 

4,318,962 

1,063,650 

681,445 

205,068 


h 
>, 


X  .3 

•Si 

SI 


o 
•o 

a 

(3 


113,620 

80,063 

100,652 


11,256 
79,659 

141,836 
55,266 

163,076 


51,513 


266,689 


114,098 

418,358 

226,639 

413,289 

26,412 

102,098 

310,876 

126,589 

214,633 

46,839 

35,214 

122,866 

21,490 

13,144 

81,807 

746,736 

110,892 

120,892 


294,269 
168,902 


428,173 


opened. 

116,966 
opened. 


opened. 


480,137 

92,353 

Recently 

213,078 
Recently 

173,545 
Recently 
Recently 

225,152 
1,388,386 

149,941 

603,942 

260,899 

118,617 
Recentlv 

266,327 
2,480,626 

368,038 


39,360 

23,496 

1,800,181 

338,783 

324,494 

44,070 


195.847 
46,072 
opened. 

96,737 
opened. 

135,017 

opened. 

opened. 

116,706 

478,413 

79,252 


316,259 10 


124,740 
76,890 
opened. 

106,320 
1,261,987 

641,769 


none 
none 
none 

6 
none 
none 

8 

6 

6 

6 

8 
ncHie 
none 
none 
none 


ent. 

none 

none 

0 

8 

6i 

7 

6 

4 

6 

8 

6 

i 
none 
none 

8 
none 

6 

7 

6 

4 
10 
none 
none 


7 

8 
none 

4 
none 
none 


none 
none 

7 
none 

4 
none 


none 


none 

none 
8 
10 

7 


OQ 


P4 


86 
82 
42 
96 
24 
27 

105 
36 
49 
88 

104 

*io 

21 
9 
6f 

82 


81 
100 
77 
96i 
40 
62 
66 
90 
85} 
117 
60 
92i 

•  •  •  • 

11* 
60 
93  i 
67 
97 
65 
116 


40 

60 


130 


45} 

52 

28* 

911 
10 


30 

83 

•  •  •  • 

92 
148 

131 


125 
56 
62 
68i 
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Railway  Share  List, 

Compiled  from  th£  latest  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


Ky. 


191 

211 

101 

71 

60 

66 

93 

33 

88 

60 

80 

125 

38 

29 

66 


Pennsylvania  Central Penn.  260 

Philadelphia  and  Trenton "        30 

Pennsylvania  Coal  Co "       47 

Baltimore  and  Ohio Md,   381 

Washington  branch "        38 

Baltimore  and  Susquehanna..     "       67 

Alexandria  and  Orange Va.      65 

Manassas  Gap "        27 

Petersburgh "       64 

Richmond  and  Danville "        73 

Richmond  and  Petersburgh..     "       22 
Rich.,  Fred,  and  Potomac ....     "        76 

South  Side "       62 

Virginia  Central "      107 

Virginia  and  Tennessee "       73 

Winchester  and  Potomac "        32 

Wilmington  and  Raleigh N  .C.  161 

Charlotte  and  South  Carolina.  S.  C.  110 

Greenville  and  Columbia "      140 

South  Carolina "      242 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lex;ington " 

Cleveland  and  Pittsburgh Ohio.  100 

Cleveland  and  Toledo "      14 

Cleveland,  and  Erie "        95 

Cleveland  and  Columbus "      1-36 

Columbus,  Piqua  and  Indiana.     "       46 

Columbus  and  Lake  Erie "        61 

Cincinnati.,  Ham.  and  Dayton    "       60 

Cincinnati  .and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .     " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati . .  " 
Lafayette  and  Indianapolis. . .  " 
Madison,  Indianapolis  &  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago "       92 

Michigan  Southern  and  Ind.  N.Mich.  315 

Michigan  Central "     282 
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The  earnings  of  the  Erie  Railroad  were  largely 
reduced  by  the  strike  of  the  engineers  in  the  cm- 
ploy  of  the  Company.     The  amount  of  travel  the 
present  season  is  much  less  than  was  expected  . 
Owing  to  the  very  general  prevalence  of  the  cho- 
lera we  presume  the  western  roads  will  be  much 
more    affiicted   than  any  others.     Still  the  result 
will  probably  show  a  large  increase  over  a  similar 
period  for  the  past  year.     There  does  not  i^pear 
to  be  any  good  reason  for  the  present  low  prices 
of  railway  property  in  the  receipts  of  our  com- 
panies.    Roads  that  unquestionably  are  earning, 
and  in  fact  paying,  dividends,  ranging  from  7  to  10 
per  cent,  are  very  much  depressed  for  no  fault  in 
Lhe  securities  them.selvcs,  but  from  the  fact  that 
the  market  is  overstocked,  or  that  the  public  does 
not  take  a  fancy  toward  railway  investments.  Con- 
fidence in  the  productiveness  of  railroads  4oe8  not 
appear  to  be  shaken,  as  the  receipts  of  these  works 
have  more  tuan  justified  expectation  and  have  ex- 
ceeded what  was  claimed  for  them. 

The  coinages  of  the  Philadelphia  Mint  for  seven 
months  of  1854  have  been  &28,C'11,559  against 
35,879,927  for  the  same  period  of  1853.  The  de- 
posits for  the  same  period  compared  with  those  for 
1853  have  been  as  follows. 


1863. 

Gold. 

January $4,962,097 

February . .  .   2,648,523 

March; 7,533,752 

April 4,766,009 

May 4,425,000 

June 4,545/169 

July 3,506,331 


Silver. 

$14,000 

13,660 

70,000 

2,650,000 

1,447,000 

1,447,000 

611,000 


-X.^.*?*- 


■£■*•♦-•• 


-.1. 


Total.  §33,286,882 


1864. 
Januar>-....  $4,215,679 
February..  .   2,516,000 

March 3,'J82,000 

April.  3,442,OC»0 

May 4,000,TO0 

June 4,000.000 

July 3,910;000 


S6,152.560 

»108,000  ""' 
1,166,000    ..-iJ 

147,600  -  : 
♦  129,000    >■ 

196,000 

100,000 

310,000 

Total.  925,659,579 
The  exports  for  the  same 
S20,368,436,  of  which  $14,738,871  have  been  in 


S2,156,600 
period  have  been 


Syracuse  and  BlugliamtoM    Railroad. 

We  learn  that  the  work  of  laying  iron  on  this 
road  is  making  rapid  progiess, some  45  miles  of 
the  80  beiiig  already  completed.  The  balance  of 
the  work  will  bo  vigorously  pushed  forward,  and 
the  entire  road  will  be  ready  for  business  in  the 
fall,  and  in  season  to  supply  Syracuse  and  Oswego 
with  their  winter  supply  of  coai.  An  abundant 
business  awaits  the  opening  of  the  road,  which, 
with  the  low  cost  of  the  former,  mui^t  render  it  a 
highly  productive  work. 


, .    Heiw  Rail'wray  Map. 

Our  new  Railway  map  showing  all  the  roads  pro- 
jected, in  progress,  and  in  operation  in  the  United 
States  and  Canada  at  tne  present  time,  is  ready 
for  distribution.  Price  by  mail  ONE  DOLLAR — 
Railway  Companies  supplied  with  copies  to  illof- 
trate  rejwrls  with  their  Imes  and  connections  col- 
ored on  them  at  reduced  prices.  Address  Ameri- 
can Railroad  Journal  9  Spruce  st.  New  York. 
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Improvement  of  Ibe  IjocomottTe* 

By  Zebah  Colburn. 

As  aa  engineer  and  author,  constantly  engaged 
in  the  deyelopment  and  illustration  of  the  loco- 
motive, I  have  been  often  solicited  to  prepare  a 
connected  treatise  upon  its  history,  present  con- 
dition and  possible  future  improvement. — 
I  have  already  supplied  much  descriptive  matter 
in  illustration  of  this  subject,  in  a  special  treatise, 
now  admitted  as  the  only  purely  practical  work 
OD  the  American  Locomotive.  I  have  also  often 
indicated  many  disconnected  details  of  a  system 
of  improvements,  and  Lave  urged  their  adaptation 
and  adoption,  and  in  such  efforts  am  best  known 
by  the  readers  of  this  Journal. 

The  locomotive  is,  and,  since  its  origination 
has  always  been  in  an  intermediate  and  not  in  an 
ultimate  staUj  of  improvement.  In  the  early  per- 
iods of  steam  locomotion,  when  the  steam  engine 
was  in  a  primitive  state,  the  relative  merits  of 
different  arrangem'bnts  could  not  always  be  clearly 
comprehended,  and  in  the  absence  of  improved 
standards  of  discrimination,  the  plans  adopted  by 
different  builders  were  of  very  dissimilar  charac- 
ter.  -:-^>  •  :.;   ■  ■   ..     ■,.    .^  .     -■: 

As  experieDce,  acquired  in  active  competition 
Among  railroad  companies  and  engine  builders, 
developed  superior  arrangements  and  proportions, 
these  were  gradually  adopted,  and  thereby  was 
nitiated  an  assimilation  of  the  style  of  locomo- 
tives throughout  the  country  ;  so  that  the  engines 
^  of  the  present  day  approach  a  general  standard, 
recognized  by  similar  characteristics,  in  engines 
of  different  origin. 

This  tendency  still  exists,  inasmuch  as  it  has 
not  yet  perfected  the  locomotive.  Efforts  for  im- 
provement, and  consequent  assimilation  of  style, 
have  still  an  ample  field  for  success.  Preferences, 
based  upon  a  primitive  practice  of  engineeriDg, 
still  operate  in  the  construction  of  engines. 

Witli  this  view,  I  shall  make  the  present  the  hi- 
troduci  ion  to  a  connected  series  of  future  articles, 
devott  I  to  the  consideration  and  analysis  of  a 
consist  jnt  system  of  improvements  in  the  locomo- 
tive steam  engine ;  not  reaching  altogether  beyond 
the  standard  of  present  attainments,  but  discus- 
sing also  the  differences  which  occur  in  actual 
practice,  with  engines  of  different  paternity. 

With  this  purpose,  1  shall  not  enter  into  the 
description  of  details  of  machinery,  any  further 
than  to  indicate  or  establish  principles,  assuming 
that  my  readers  are  conversant  with  the  construc- 
tion and  mechanical  arrangements  of  locomotives 
as  generally  built.  But  although  dispensing  with 
"popular  description,"  as  characteristtc  of  .m  ele- 
mentary work,  the  tone  of  my  discussion  will  be 
of  an  essentially  practical  character,  and  fully 
comprehensible  by  any  who  have  observed  the 
general  structure  of  the  locomotive. 

It  is  always  and  already  time  to  measure  the 
means  at  our  command  for  increasing  the  efficien- 
cy and  economy  of  locomotives.  The  most  effec- 
tive and  economical  arrangements  possible,  may 
not  be  supplied  as  soon  as  the  occasion  may  arise 
to  change  the  plan  or  proportions  of  engines.  The 
Hudson  River,  New  York  Central  or  any  great 
trunk  road  in  any  part  of  the  country  may  yet 
have  an  accession  of  business  beyond  the  capacity 
of  the  engines  at  present  in  use.  Were  there  oc- 
casion, to  day,  to  put  upon  the  narrow  gauge  an 
enfeiue  ofdo^Me  tbe  power  of  the  average  of  those 


in  use,  what  engineer  would  accomplish  the  result 
at  first  trial,  and  preserve  all  the  excellencies  of 
the  present  system  of  motive  power  1 

In  anticipation  of  such  a  pu)blcm,  engineers 
will  do  well  to  prepare  themselves  by  every  pos- 
sible consideration  of  strength,  weight,  compact- 
ness, connection,  and  proportion  of  every  material 
and  member  of  the  locomotive.  ..  ■ 


Car  Ventilntlon* 

This  subject  continues  to  engross  considerable 
of  the  public  attention  and  deserves  far  more  of 
t  than  it  receives.  The  following  communica- 
tions evidently  represent  two  distinct  theories  of 
ventilation,  the  respective  parties  considering 
their  own  superior.  Would  it  not  be  much  bet- 
ter for  the  advancement  of  the  cause  of  healthy 
ventilation,  for  each  one  of  our  correspondents  to 
state  what  he  deems  the  cause  of  the  difficulty, 
and  then  state  explicity  how  he  expects  to  over- 
come it  by  his  mode  of  ventilation,  than  to  spend 
so  much  lime  in  demonstrating  why  any  particu- 
lar mode  will  not  answer.  Let  experiments  de- 
cide the  utility  of  all,  if  the  proprietors  are  willing 
and  able  to  experiment,  for  that  is  the  only  pro- 
cess uy  which  an  inventor  can  be  satisfied. 

Correspondents  should  endeavor  to  ba  brief  as 
possible,  avoiding  repetitions,  and  contradictory 
statement.  If  they  must  needs  be  critical  ro  con- 
troversial they  owe  it  alike  to  themselves  and 
their  opponents,  to  make  themselves  thoroughly 
acquainted  with  the  plans  they  criticise  and  dis- 
cuss ;  Had  "  P.  M.  H."  carefully  examined  Mr. 
Lancaster's  plan  as  described  in  his  advertise- 
ment. We  think  he  would  not  have  used  the  ex- 
prcssin  "  when  a  window  or  blind  is  opened."  If 
he  had  closely  observed  the  very  first  paragraph 
he  would  have  discovered  that  the  outer  windows 
were  not  intended  to  be  opened. 

(For  the  American  Railroad  JouroaL) 

If  P.  M.  II.  had  not  seen  fit  to  repeat  twice  or 
more  in  his  short  article  his  chief  objection  to  the 
Naugatuck  Valley  ventilator — that  while  passing 
through  a  train  the  air  becomes  charged  with  ob- 
noxious odors  from  the  bodies  through  and  among 
which  it  circulates,  and  thus  becomes  impure  and 
poisonous,  it  should  have  passed  without  further 
notice  from  me ;  but  as  such  a  reiteration  may  do 
injury  to  what  I  believe  to  be  the  best  plan  yet 
devised  I  must  ask  room  for  a  few  figures,  which 
most  persons  who  read  your  Journal  know  how 
to  appreciate  when  set  against  random  asser- 
tions. .  ■;■'.<.   '/;•?/.':>':'  ''r'^ 

Exijerimenta  with  a  very  delicate  aneometer 
have  shown  that  from  8000  to  15000  cubic  feet  of 
air  will  enter  the  first  car  per  minute,  varying  ac- 
cording to  the  speed  of  the  train. 

A  person  breathes  one  fifth  to  one  sixth  of  a 
cubic  foot  of  air  per  minute  ;  but  the  physiologists 
as  they  study  the  subject  of  healthy  respiration 
become  very  exacting  or  squeamish  and  insist 
that  each  exhalation  we  vitiate  10  to  12  times  as 
much  as  we  breathe,  thus  they  make  out  that 
each  person  vitiates  2  cubic  feet  a  minute.  Ac- 
cording to  this  required  supply  Atwood  and 
Waterburys  mode  furnishes  enoogh  air  for  the 
healthy  respiration  of  4000  to  76QP  passengers. — 
But  a  train  often  cars  has  only  500  to  600  passen- 
gers.    Comment  is  unnecessary. 

The  writer  was  one  of  those  present  on  experi- 
mental the  trip20tb  inst.joo  tbe  New  Yorkaad 


New  Haven  Railroad  to  test  this  invention.  Two  or 
three  persons  were  smoking  in  the  first  car  when 
his  attention  was  called  to  the  fact  and  that  the 
smoke  could  not  be  smelled  in  the  rear  cars.  All 
the  other  smokers  had  the  consideration  to  go  to 
the  rear  of  the  train,  for  doubtless  an  addition  of 
two  or  three  more  would  have  rendered  the  smoke 
perceptible.  This  experiment  demonstrates  the 
propriety  of  the  intimation  in  my  former  com- 
munication, that  the  supply  of  pure  air  is  so  abun- 
dant as  to  render  it  much  like  riding  in  the  open 
air.  All  odors  likely  to  arise  are  so  diluted  and  ". 
dissipated  as  not  to  be  perceptible. 

As  a  proof  of  the  perfection  of  this  mode  of 
ventilation  I  wish  to  state  that  in  cold   weather,     ' 
when  the  moisture  of  the  breath  would  condense 
and  ran  down  the  glass  in  the  cars  supplied  with 
air  in  the  old  way,  no  moisture  would  collect  on    . 
A  and  W's  cars,  though  if  the  front  and  rear  door 
of  one  of  their  cars  were  closed  it  would  appear  in 
ten  or  fifteen  minutes,  but  it  would  disappear  in 
about  the  same  time  it  took  to  collect  when  their    r, 
mode  was  applied.  ,   ,  ,   ^^    .  K. 

Bridgeport  31st  July '54.       '  ■*'*' 

(For  the  American  Railroad  Journal.) 

Your  correspondent "  K"  in  replying  to   P.  M. 
H.   has  made  some  statements  with  reference  to   ■.  * 
"  Faine's  system"  that  I  feel  called  upon  to  correct,    • 
not  merely  for  the  sake  of  my  bantling,  or  the  dis- 
proving of  "  K's"  position,  but  because  I  believe  '  v 
the  discussion  of  the  matter  will  bring  out  facts 
which  new   experimenters   are  not  awai'e  of,  and 
thus,  while  saving  them  from  expense  and  disap- 
pointment,  Aimish  the  elements  of  future    suc- 
cess.   "  K"  is  wrong  in  assuming  that  Paine  use* 
injectors  or  that  the  air  is  injected  into  the  car. 

The  currents  entering  the  car  do  not  owe  their   • 
velocity  to  the  motion  of  the  car  roof  through  the 
air ;  the  air  currents  always  passing  through  the 
apertures   in   the  roof,  with    eight  to  ten  times 
the  velocity  of  tho  trains'  motion,  and  consequent- 
ly do  have  a  velocity  of"  306  miles  per  hour." 
Seven  eighths  of  the  velocity  and  quantity  of  air 
entering  the  feeds  in  the  roof  is  due  to  the  cxhattst- 
in^;  properties  of  tlie  windotcs,  and  it  is  the  peculiar 
feature  in  the  windows  which  draws  the  air  out   i 
of  the  car,  which  constitutes  Paiue's  patent.   I  am    t. 
pleased  that  "  K"  has  made  the  matter  one  offi-   ^ . 
gures,  and  here  are  nnne.    If  the  induct  or  feed 
of  an  air  pump  be  one  twelfth  of  the  areaof  thepis-   i 
ton,  the  velocity  of  the  entering  air  will  always,  be   ' 
twelve  times  that  of  the  piston.    Now  according 
to"K,"  Paine's  feeders  or  "  injectors"  have  aca-    . 
pacity  of  2.2  and  according  to  Paine  each  windovt   y 
has  an   aperture  or  exhausting  area  of  90  square  -v 
inches,  which   multiplied   by  32,  the  number  of 
windows  in  a  car.  gives  us  about  20  square  feet 
of  piston,  or  exhausting  surface  to  2  feet  of  feed 
duct,  and  it  follows  that  the  air  entering  has  a  ve- 
locity as  ten  to  one  compared  with  the  cars  mo- 
tion, which  allowing  it  to  bo  30  miles  par  hour, 
tvtll  ie"300  miles  per  hour."     But   an  ocular 
demonstration  has  been,  and  can  be  made  at  any 
time,  that  the  car  is  emptied  30  times  in  a  minute. 
Make  a  smoke  in  the  center  of  the  car,  and  in  two 
seconds  of  time  it  will  reach  the  window. 

The  action  of  the  windows  in  drawing  air  firom 
the  interior  of  the  car  is  such  that  if  but  a  simple 
hole  is  made  in  the  roof  a  strong  current  of  air 
will  be  drawn  down  into  tbe  car  and  out  tbrougb 
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the  windows.    The  only  use  of  the  projections! 
aboTe  the  roof  being  to  manage  the  entering  cur- 
rents so  as  to  free  them  from  cinders ;  there  is  no 
injection    about    the    matter,  and   "  K"  does  not 
comprehend  the  subject  he  has  criticised. 

It  may  be  asked,  if  so  simple  and  perfect  a  mode 
exists  why  do  not  Railroad  Companies  adopt  itl — 

There  are  two  replies  to  this  question:  First, 
too  much  is  asked  for  the  patent:  second,  under 
certain  conditions  smoke  and  the  hot  gases  from 
the  stack  enter  the  feed  on  the  roof.  The  last  ob- 
jection is  a  valid  one,  and  if  any  mode  can  be  de- 
vised to  get  rid  of  the  smoke  before  it  reaches 
the  train,  there  is  no  difficulty  in  makiLg  a  train 
as  comfortable  as  a  boat,  and  that  too  without  any 
other  fixtuies  or  appendages  than  belong  to  the 
ordinary  c^-windows  and  ventilators. 
,.v:^K-^  '''v-v  :;;•■::-.■■■  H.  M.  Paine. 

,, .  •^,',  ■ :         ('<*'■  ^^  Aincrlcaji  RuUroaJ  Journal.)    *  •.  ■ 

The  tenor  of  your  last  article  on  car  ventilation 
seems  to  invite  my  opinion  of  Mr.  Lancaster's 
mode  of  ventilation.  As  regards  my  opinion  and 
its  value  in  those  matters  permit  me  to  remark, 
that  it  is  predicated  of  practical  experiment,  not 
of  theoretical  supposition,  and  I  am  responsible 
for  what  I  write  as  statements  of  facts.  I  am  im- 
patient to  see  perfect  ventilation  accomplished, 
and  I  cannot  tamely  witness  time  wasted,  and 
railroad  companies  hardened  against  some  good 
plan  that  may  come  up,  by  experiments  that  past 
experience  have  exploded.  Your  Journal  is  the 
oracle  of  railroad  interests  iu  this  country,  and  if 
a  few  plaui  facts  stated  in  its  columns  can  serve 
the  purpose  of  experiments,  its  value  will  most 
certainly  be  none  the  less. 

Before  proceeding  to  notice  Mr.  Lancaster's 
mode  of  ventilatiou  allow  me  to  make  a  parting 
allusion  to  the  Atwood  and  Waterbury  system. 
Your  correspondent  "  K."  admits  that  the  air 
which  passengers  breath  in  the  eighth  car  of  a 
train  must  first  pass  through  the  seven  cars  ahead, 
but  qualifies  the  admission  by  saying,  "  that  the 
air  rushes  through  the  cars  in  such  an  amount  as 
to  dilute  beyond  the  keenest  smell  all  odors  that 
have  yet  arisen."  "K.'  does  not  give  the  velocity 
of  this  rush  of  air  through  the  train,  but  the  in- 
ventor rates  it  at  from  4  to  8  miles  per  hoar.  It 
is  not  denied  that  such  a  current  may  exist  in  the 
first  or  second  cars,  in  their  passage  ways,  but  it 
is  denied  that  a  current  of  oiie  mile  per  hour  is  in- 
duced in  a  line  with  the  passengers  seats.  The 
passenger  next  the  gang  way  may  perceive  a  cur- 
rent, but  the  one  next  the  window  does  not.  Does 
"K."  wish  a  proof  of  this,  let  him  place  a  brazier 
of  coals  ou  a  passenger  seat,  and  scatter  some 
resin  on  them  so  as  to  produce  a  smoke.  The 
smoke  as  it  rises  will  describe  eddies,  slow  and 
graceful  in  their  gyrations,  with  an  almost  imper- 
ceptible motion  towards  the  rear  of  the  car.  As 
car  after  car  is  reached  those  eddies  grow  less  and 
less^  and  the  smoke  assumes  the  cloud  form.  And 
just  so  do  the  breath  and  exhalations  of  passengers 
move  through  the  train,  and  this  is  called  ventila- 
tion! 

Mr.  Lancaster's  mode  of  ventilation  has  the 
negative  merit  of  being  harmless.  It  is  a  system 
of  injection.  The  air  currents  enter  between  the 
double  roof  with  a  velocity  equal  to  that  of  the 
trains  motion,  but  are  at  once  retarded  by  the  fric- 
tion of  their  conduit  and  their  deflection  into  the 
•ir  cb«B0«l8  or  cbamW*  oa  tbo  uri'  8id«8,  X^e 


pressing  force  of  the  air  current  will  certainly 
be  less  in  the  car  than  it  was  at  the  entrance  of 
the  conduit,  and  the  velocity  of  the  currents  pass- 
ing and  pressing  on  the  cars'  external  surface  be- 
ing equal  to  the  entering  current,  how  can  it  be  ex- 
pected that  these  weakened  currents  will  neutral- 
ize the  strong  external  one  when  a  window  or  a 
blind  is  opened.  During  the  summer  of  '52  a  car 
running  between  Worcester  and  Springfield  was 
fitted  with  ten  injectors  on  its  roof,  the  sum  of 
whose  area  was  five  square  feet.  It  was  supposed 
that  the  great  amount  of  air  thus  thrown  down 
into  the  interior  of  the  car  would  create  an  in- 
terior pressure  sufficient  to  expel  any  dust  or  cin- 
ders from  the  windows'  oj)enings.  But  on  trial, 
under  a  speed  of  50  miles  per  hour,  a  window 
could  not  be  opened  without  the  dust  rushing  in 
and  when  the  window  was  closed  the  car  was  so 
hot  as  to  oblige  the  passengers  to  leave  it.  Mr. 
Lancaster's  plan  or  any  other  having  for  its  basis 
the  principle  of  interior  pressure,  \vill  not  accom- 
plish the  result,  without  involving  tequirements 
inconsistent  with  railroad  usage. 

p.  M.  H. 


as  to  embrace  within  a  few  years,  all  the  articles 
of  commerce  between  the  two  countries,  so  that 
practically  the  people  of  both  will  form  one  com- 
munity, whatever  may  be  the  peculiarities  of  their 
local  institutions. 


Keciprocal  Treaty  vrith  tlie  BrltUli  Provin- 
ces. 

One  of  the  last  acts  of  Congress  at  its  recent 
session,  was  a  confirmation  of  the  Treaty  for  re- 
moval of  duties  on  certain  articles  of  commerce 
between  the  British  North  American  Provinces 
and  the  United  States.  As  the  operation  of  the 
Treaty  is  confined  to  the  products  of  the  Provin- 
ces, which  are  chiefly  of  the  soil,  and  oX  fisheries, 
it  would  appear  to  be  much  more  favorable  to 
their  interests,  than  to  those  of  this  country,  as 
we  already  produce  a  surplus  of  all,  or  nearly  all, 
the  articles  exempted  from  duty,  except  lumber 
and  coal.  That  the  Provinces  will  realize  a  greater 
relative  advantage  from  the  arrangement  just  en- 
tered into,  than  the  United  States,  we  have  no 
doubt  J  but  it  would  hardly  be  possible  for  the  for- 
mer to  yield  more  at  the  present  time ;  for  to  lid- 
mit  our  manufactures  duty  free,  would  be  to  give 
up  the  sources  of  the  present  revenue  by  which 
all  the  expenses  of  their  government  are  defrayed. 
All  things  considered  the  Treaty  secures  to  us  all 
that  the  Provinces  could  well  yield,  or  this  coun- 
try could  reasonably  ask.  We  shall  derive  a  sub- 
stantial advantage  from  it,  and  it  is  no  good 
ground  against  it,  that  other  parties  will  gain  more 
than  ourselves. 

Commercially,  the  British  Provinces  are  as  much 
to  be  benefitted  by  free  trade  with  the  United 
States  as  are  Louisiana  or  Texas.  Tne  natural 
and  convenient  markets  for  all,  are  the  Northern 
and  Eastern  States,  which  are  occupied  by  our 
maoulacturing  and  commercial  classes.  A  very 
considerable  portion  of  the  products  of  the  Pro- 
vinces will  not  bear  exportation  to  the  mother 
country.  They  have  been  excluded  from  the 
markets  yii  this,  by  high  duties.  The  result  has 
been  that  the  Provinces,  the  lower  ones  partic- 
ularly, have  shown  an  enfeebled  and  languid 
growth  when  contrasted  with  the  progress  of  the 
States,  though  in  possession  of  unequalled  resour- 
ces. The  new  Treaty  which  removes  all  obstruc- 
tions to  intercourse  with  their  best  markets,  wil! 
form  an  era  in  their  history. 

The  treaty  is  gratifying  evidence  of  the  pro- 
gress of  liberal  ideas  in  national  intercourse.  We 
bare  DO  doubt  its  proYialotu  will  b«  ej^tood«4  soltOT: 


MUsUslppI  Central  Railroad. 

Below  we  give  the  statement  of  the  Mississippi 
Central  Railroad  Company.  It  will  be  seen  that 
they  are  progressing  quietly,  but  energetically,  in 
the  construction  of  their  road,  with  means  supplied 
by  the  contributions  of  the  people  upon  its  line. 
This  fact  presents  a  striking  and  refreshing  con- 
trast to  the  usual  course.of  railroad  companies  in 
seeking  to  borrow  before  they  have  hardly  put 
a  spade  into  the  ground.  I'he  road  will  be  con- 
structed with  despatch,  without  incurring  a  debt, 
or  at  least  one  of  any  considerable  magnitude. 
The  promptness  with  which  the  necessary  funds 
are  furnished  is  owing  in  part  to  the  trust  reposed 
in  the  managing  parlies  in  the  road,  who  possess 
the  entire  confidence  of  the  people  of  Mississippi, 
a  confidence  greatly  strengthened  by  their  ju- 
dicious management  of  the  company's  affairs. 
There  are  no  lack  of  means  in  that  portion  of  Mis- 
sissippi traversed  by  the  above  line,  but  it  is  ne- 
cessary that  the  people  should  be  made  to  believe 
that  they  will  secure  the  construction  of  the  pro- 
posed worK  to  call  them  out. 

The  country  through  which  the  above  road  will 
run  is  one  of  the  best  iu  the  South.  There  is  none 
better  ^settled,  or  >vhich  can  show  a  larger  amount 
of  productions.  The  great  staple  is  coltoa,  all  of 
which  is  to  be  exporicd ;  and,  of  course,  corres- 
ponding amount  in  bulk,  or  value,  imported.  The 
road  is  built  mainly  for  the  incidental  advantages 
that  are  to  follow,  though  we  have  no  doubt  it  will 
yield  in  dividends  a  large  return  upon  its  cost. 
The  connections  it  will  form  will  add  largely  to  its 
value  and  usefuhiess. 

As  far  as  Mississippi  is  coucerued  its  succeits 
will  constitute  a  marked  event  in  the  history  of 
Lhat  State  It  will  inspire  a  degree  of  self-con- 
fidence and  self-reliance  on  the  part  of  her  citizens 
which  will  render  the  execution  of  similar  enter- 
prizes  comparatively  easy.  It  is  a  great  thing  to 
have  a  commendable  example  set  in  the  outset. 
Such  a  one  is  the  manner  iu  which  the  aflairs  of 
the  Mississippi  Central  |R.  R.  have  been  conduct- 
ed ;  and  those  who  have  been  mainly  instrumental 
in  its  success,  are  entitled  not  only  to  the  gratitude 
of  those  immediately  to  be  benefitted,  but  to  the 
respect  and  imitation  of  the  whole  State. 

REPORT   OF  THE  DIRECTORS    .TO  THE  STOCKHOLDERS. 

Soon  after  the  adjournment  of  your  last  annual 
meeting  a  contract  was  concluded  with  Ilealy, 
Iloleman,  Sims  &  Sargent  fur  the  construction  and 
equipment  of  your  road  from  the  town  of  Canton 
to  the  State  line  of  Tennessee.  The  terms  and 
conditions  of  the  contract  are  in  strict  accordance 
with  the  basis  of  an  agreement  submtted  for  your 
consideration  at  the  meeting  above  referred  to, 
and  approved  of  by  an  unanimous  vote  of  stock- 
holders then  present.  The  contract  is  deemed 
highly  favorable  to  your  interest,  securing  the 
completion  of  the  work  at  an  early  day,  for  a  stipu- 
lated compensation,  and  on  terms  that  should  ren- 
der it  satisfactory  to  all  the  parties  interested. — 
While  it  promises  to  you  the  speedy  construction 
of  an  economical  and  jiermaneut  road,  it  offers  as- 
surances to  the  contractors  of  a  reasonable  remu- 
neration for  labor  performed  and  risk  incurred, 
should  they  prosecute  the  work  with  tiie  skill  and 
economy  they  have  heretofore  exhibited  in  the 
execution  of  workft  of  the  •ame  or  Bixuilar  ciharao 
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It  is  Bti^ttlated  in  the  contract  that  the  road  be- 
ing one  hundred  and  eighty-three  miles  in  length, 
with  necessary  side  tracks — shall  be  completed, 
as  now  located,  by  January  1867,  for  the  sum  of 
S3,2G2,500.  This  amount  includes  the  cost  of  the 
necessary  locomotives,  passenger  and  freight  cars, 
with  all  the  fixtures  for  operating  the  road  when 
completed,  and  all  engineering  expenses  with  the 
exception  of  the  salary  of  the  Engineer  in  Chief. — 
In  every  particular  the  work  is  to  equal  a  first 
class  road  of  the  materials  of  which  it  is  to  be 
constructed. 

Ground  was  first  broken  on  the  line  of  road  at 
Holly  Springs,  on  the  16th  of  November  last,  in 
the  presence  of  the  Board  of  Directors  and  a  large 
concourse  of  citizens,  as-sembled  to  witness  and 
participate  in  the  ceremonies  of  the  day. 

It  was  a  source  of  pride  to  all  who  joined  in  the 
festivities  of  that  day,  and  may  well  be  a  source 
of  congratulation  to  each  and  all  of  the  stockhold- 
ers of  the  Company,  as  well  as  to  the  citizens  of 
the  State  generally,  that  for  the  favorable  pecuni- 
ary condition  of  the  Company,  and  the  certainty 
of  the  successful  prosecution  of  the  work  now  in 
progress,  they  were  indebted  to  no  foreign  capital, 
to  the  aid  of  no  commercial  city  or  town,  but 
solely  to  the  liberality  and  enterpri.'-e  of  our  own 
citzens,  and  mainly  to  the  planting  interest  of  the 
counties  through  which  the  road  is  to  pass. 

Active  operations  ia  the  construction  of  the  road 
bed  were  commenced  by  thecontractors  in  Decem- 
berlast,  about  twelve  miles  north  of  Holly  Springs. 
From  the  progress  made  in  the  work  on  that  part 
of  the  line  and  from  the  number  of  hands  now 
employed  thereon,  you  may  confidently  rely  upon 
the  road  being  in  readiness  for  the  ears  from  H  1- 
ly  Springs  to  the  intersection  of  the  Memphis  and 
Charleston  Railroad,  a  distance  of  twenty-five 
miles,  by  the  first  of  January  next. 

During  the  mouth  of  January  nearly  all  the 
earthwork  within  the  limits  of  Yallabusha  county 
was  sub-let  by  Messrs.  Healy  &  Co.,  to  the  citi- 
zens of  that  county,  who  soon  thereafter  commen- 
ced operations  on  their  several  contracts  and  are 
now  prosecuting  the  work  with  an  energy  that 
gives  assurance  of  its  earlj'  completion. 

Most  of  the  graduation  between  the  Tallahat- 
chie River  and  town  of  Oxford,  a  distance  of  four- 
teen miles,  has  recently  been  sub-let  to  the  citizens 
of  Layfayette  county,  and  it  is  expected  that  the 
work  of  the  construction  will  soon  be  commenced 
on  part  of  the  line. 

Proposals  are  now  solicited  for  clearing,  grub- 
bing and  grading  the  roadway  in  Carroll  and 
Holmes  counties,  and  should  the  citizens  of  those 
countie^^xhibit  the  same  willingness  to  undertake 
work  on  that  part  of  the  road,  that  has  beon  ex- 
hibited in  the  other  counties,  the  commiincement 
of  operations  on  that  part  of  the  line,  during  the 
present  summer  or  fall  will  Be  placed  beyond  rea- 
sonable doubt. 

From  the  well  known  character  and  ability  of 
the  sub-contractors  to  comply  with  their  engage- 
ments, the  directory  feel  confident  that  the  work 
unnertaken  by  them  will  be  completed  within  the 
time,  and  in  accordance  with  the  stipulations  of 
their  several  agreements. 

It  has  ever  been  the  desire  of  the  Board  of  Di 
rectors  that  citizens  of  this  State  should  undertake 
and  execute  the  work  necessary  to  prepare  the 
road-bed  for  the  iron  rails,  and  thus  enable  the 
Company  to  return  to  our  own  peopl?,  as  a  com- 
pensation for  labor  performed,  some  portion  of  tho 
funds  obtained  from  them  for  the  construction  ot 
tb«  road. 

Tho  contractors,  Messrs.  Hcaly  &  Co.,  have  at 
all  times  cheerfully  co-operated  with  tne  directory 
in  their  efforts  to  accomplish  this  object,  and  it 
gives  me  pleasure  to  add,  that  nearly  all  the  sub- 
contracts have  been  taken  by  men  residing  near 
the  line  of  road,  who,  so  far  as  the  Directory  are 
advised,  are  well  satisfied  with  tho  compensation 
they  are  receiving  for  the  work  executed  by  them. 
By  a  continuation  of  this  course,  employment  may 
be  furnished  to  the  surplus  labor  of  this  part  of  the 
State,  our  citizens  benefitted  by  the  profits  of  that 
labor,  a  greater  number  of  haads  at  all  times 


engaged  on  that  work,  and  the  original  contrac- 
tors will  thus  obviate  the  necessity  of  introducing 
more  laborers  from  other  States  than  will  be  re- 
quired to  execute  that  part  of  the  work  that  our 
own  citizens  are  unwilling  to  undertake. 

It  was  first  determined,  to  commence  the  con- 
struction of  the  work  on  several  divisions  of  the 
line  to  which  iron  could  be  most  certainly  and 
cheaply  transported,  at  about  the  same  period  of 
time. 

With  this  object  in  view,  and  with  adesiro  that 
stockholders  of  the  Company  and  citizens  of  the 
State  should  first  have  an  opportunity  of  under- 
taking such  portions  of  the  work  as  they  should 
wish  to  execute,  in  the  month  of  December  last, 
immediately  after  the  commencing  of  the  work 
on  the  northern  division,  an  eflbrt  was  made  to 
!<ub-let  the  earthwork  on  that  part  of  the  southern 
division  of  the  road  within  tho  limits  of  Madison 
and  Yazoo  counties.  In  consequence  of  the  prices 
demanded  for  executing  the  work  desired ,  the 
ditticuity  of  obtaining  the  right  of  way  without  the 
prospect  of  paying  heavy  damages  therefor ;  the 
unwillingness  of  the  citizens  of  Madison  county 
to  aid  in  the  construction  of  the  road,  by  sub- 
criplions  to  the  capital  stock  of  the  Company, 
when  they  were  to  be  greatly  benefitted  by  its 
construction ;  the  doubts  then  existing  in  regard 
to  the  completion  of  the  Great  Northern  road  to 
Canton,  and  the  possibility  of  promoting  your  in- 
terest by  extending  your  road  to  the  city  of  Jack- 
son ;  all  combined  to  indcuo  the  directory  to 
postpone  for  a  time  the  commencement  of  the 
work  on  that  part  of  the  lino,  believing  as  they 
didjtnat  a  short  delay  would  be  advantageous 
to  your  interest  by  a  removal  of  some  or  all  of 
the  then  existing  obstacles  to  an  economical  pros- 
ecution of  that  part  of  the  work,  iind  at  the  same 
time  to  give  to  tho  directoiy  an  opportunity  to 
ascertain  if  a  i)roper  regard  for  your  interest  did 
not  require  that  the  road  should  be  extended  to 
the  city  of  Jackson. 

The  result  of  the  delay  has  not  disappoit.tcd 
the  expectations  of  the  directory.  Some  of  the 
difficulties  referred  to  have  been  entirely  removed, 
and  it  is  confidently  believed  that  others  will  soon 
be,  or  very  much  lessened  in  magnitude,  so  that 
the  work  miy  bo  commenced  on  that  part  of  the 
line  at  an  early  day,  and  prosecuted  with  as  much 
economy  as  ou  any  other  portions  of  the  road. 

The  delay  has  not  had  a  tendency  to  retard  the 
progress  of  the  work,  or  the  ultimate  completion 
of  the  entire  road,  nor  in  any  manner  been  detri- 
mental to  your  interest,  but  on  the  contrary  ad- 
vaTitageous  to  it. 

The  first  consideration  in  determining  the  place 
of  commencing  the  work  of  construction  to  select 
those  points  to  which  iron  could  be  transported 
most  certainly.  Fortunately  for  the  interest  of 
the  Company  the  divisions  of  the  road  ofiTering  the 
greatest  facilities  for  the  procurement  of  the  iron 
rails  were  those  places  where  labor  could  be  most 
cheaply  obtained,  or  where  the  least  amount  of 
earthwork  wiis  required  lor  the  construction  of 
the  road-bed.  By  prosecuting  the  work  on  these 
divisions  the  greatest  amount  of  labor  would  be 
accomplished,  or  the  greatest  number  of  miles  com- 
pleted with  the  least  outlay  of  capital. 

The  stockholders  should  not  be  unmindful  of 
the  fact,  that  the  directors  are  restricted  by  public 
pledge,  in  their  calls  upon  the  subscribers  to  the 
capital  stock  of  the  Company,  to  one-third  of  the 
amount  of  their  several  subscriptions  in  any  one 
twelve  months,  and  should  the  amount  of  work 
executed  or  value  of  materials  furnished,  exceed 
their  means  of  payment,  the  credit  of  the  Company 
must  be  impaired  thereby,  and  the  completion  of 
the  road  retarded  if  not  entirely  abandoned. 

It  is  equally  important  that  the  work  performed 
should  be  connected,  so  that  as  soou  as  completed 
it  may  be  made  useful  to  the  public  and  profitable 
to  the  Company. 

An  amendment  to  yonr  charter  wa.s  granted  by 
the  Legislature  of  this  State  at  its  recent  session, 
and  it  becomes  necessary  for  you  to  accept  its  pro- 
visions before  you  can  avail  yourself  of  its  benefits. 
It  authorizes  a  coonoxion  of  your  road  with  the 


New  Orleans,  Jackson  and  Great  Northern  road  at 
the  city  of  Jackson,  or  at  any  point  north  of  that 
city.  It  permits  a  consolidation  of  your  Company 
with  that  of  the  Misissippi  and  Tennessee  Central 
Railroad  Company  at  any  time  it  may  be  mutually 
agreed  by  both  companies  to  do  so,  and  thus  form 
one  continuous  road  under  one  organization,  from 
your  southern  terminus  northwardly  through  this 
5;tate  and  Tennessee.  These,  with  other  granted 
privileges  of  perhaps  minor  importance  are  consid- 
ered by  the  directory  so  advantageous  to  your  in- 
terest; that  they  earnestly  reccemraend  its  accep- 
tance. 

The  Engineer  of  the  Company  has  been  directed 
to  survey  a  line  from  a  point  at  the  present  loca- 
tion in  Yazoo  county  to  the  city  of  Jackson  and 
to  estimate  the  cost  of  such  an  extension.  The 
citizens  on  the  route  of  this  new  survey  have  been 
solicited  to  aid,  by  subscriptions  to  the  capital 
stock  of  your  Company,  in  raising  the  necessary 
funds  to  pay  the  additional  cost  of  such  extension 
in  the  event  of  its  adoption.  The  estimates  of  the 
Engineer,  and  the  amount  of  subscriptions  thus 
obtaiaed,  are  now  in  readiness  to  be  submitted  to 
the  Board  of  Directors,  and  will  enable  them  with- 
out further  delay,  to  determine  the  point  of  con- 
nexion with  the  New  Orleans,  Jackson  and  Great 
Northern  Railroad. 

The  Legislature  by  a  recent  law  has  authorized 
and  required  about  one-third  of  tho  proceeds  of 
the  sale  of  the  600,000  acres  of  Internal  Improve- 
ment Land  donated  by  the  General  Government, 
in  1841,  to  this  State  for  objects  of  internal  im- 
provement, to  be  invested  in  the  capital  stock  of 
your  Company.  There  is  now  in  the  State  Treas- 
ury, a  fund  amounting  to  about  $360,000  derived 
from  this  source,  about  $100,000  or  nearly  one- 
third  of  this  sum  is  subject  to  the  demand  of  the 
President  of  the  Board  of  Directors. 

Of  the  500,000  acres  of  land,  there  was  remain- 
ing unsold  on  the  first  of  May  last  347,395  acres, 
according  to  a  statement  of  the  Secretary  of  State. 
From  the  funds  now  in  the  State  Treasury,  and 
from  future  sales  of  land,  you  may  reasonably  an- 
ticipate that  your  capital  stock  will  be  increased 
some  $300,000  or  $360,000. 

During  the  pastfiscal  year  individual  subscrip- 
tions to  the  capital  stock  of  your  Company  have 
been  largely  augmented  and  now  amount  to  $1,- 
741,250,  including  the  amount  taken  by  the  con- 
tractors. 

Since  your  last  annual  meeting,  tho  country  of 
Holmes  in  its  corporate  capacity  has  subscribed 
$100,000,  and  hopes  are  entertained  that  the 
county  of  Carroll  will  follow  her  example. 

The  available  means  of  the  Company  to  comply 
with  the  obligations  incurred  by  the  contract  with 
Messrs.  Healy  &  Co.,  consist  of  indiv- 

ual  subscriptions,  as  above  stated. .  .$1,741,250 
Subscription  by  the  county  of 

Marshall $100,000 

Subscription  by  the  county  of  :-.*   -.^  'v^jpf 

Lafayette 100,000        "* "  "•'• 

Subscription  by  the  county  of 

Yalabusha 150,000 

Subscription  by  the  county  of 

Holmes 100,000 — 450,000 

Estimated  amount  to  be  realized  from 

sales  of  Internal  Improvement  land, 

including    tho  amount  now   in  the 
State  Treasury,  say 300,000 


^-f^-  h- 


Making  a  total  of $2,491,260 

Leaving  the  sum  of  $771,260  to  be  hereafter 
provided  for  by  additional  subscriptions  or  by 
loans. 

The  individual  stockholders  have  generally  paid 
the  calls  made  upon  their  subscriptions,  with  great 
promptness,  thus  giving  assurance  that  they  may 
be  relied  upon  for  all  further  requisitions  made 
upon  them. 

The  High  Court  of  Errors  and  Appeals  having 
declared  that  part  of  your  charter  authorising 
counties  to  subscribe  to  the  capital  stock  of  your 
Company,  a  Constitutional  law,  the  several  coun- 
ties that  have  availed  themselves  of  that  authori- 
ty, during  the  past  fiscal  year  collected  by  direct 
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taxation  and  paid  to  the  Treasurer  of  your  Com- 
pany, niarly  the  amount  necessary  to  liquidate 
the  first  annual  instalment  on  their  seteral  sub- 
scriptions. 

When  it  is  remembered  that  these  county  sub- 
scriptions were  to  be  paid  in  five  or  six  annual  in- 
stalments, by  direct  taxation  on  the  taxable  prop- 
erty of  the  county,  and  are  based  upon  an  asses- 
sed value  of  property  in  the  subscribing  counties, 
amounting  to  $24,912,451  00,  they  may  be  con- 
sidered of  the  most  reliable  character  and  their 
payment  placed  beyond  contingency. 

By  reference  to  the  report  of  the  Treasurer, 
herewith  submitted  and  marked  ''  A,"  it  will  be 
seen  there  has  been  paid  into  the  treasury  since 
the  organization  of  your  Company,  on  account  of 
capital  stock,  the  sum  of  $256,859  20,  and  there 
has  been  paid  out  during  the  same  period,  on  ac- 
count of  construction,  engineering,  land  damages, 
depot  grounds,  and  other  incidental  expenses  $87,- 
073  07,  leaving  in  the  hands  of  the  Treasurer  the 
sum  of  $169,786  19,  applicable  to  the  prosecution 
of  the  work  during  the  current  year,  and  the  li 
quidation  of  claims  outstanding  against  the  Com 
pany. 

This  is  exclusive  of  the  amount  of  the  Internal 
Improvement  Fund  now  in  the  State  Treasury, 
subject  to  the  demand  of  the  Company ;  and  you 
may  confidently  rely  on  the  amount  being  consid- 
erably increased  from  payments  that  will  be  made 
from  those  who  have  heretofore  neglected  to  pay 
the  calls  upon  their  subscriptions. 

The  Mississippi  and  Tennessee  Central  Railroad 
Company  have  concluded  contracts  for  the  con- 
struction of  the  road-bed  from  the  northern  boun- 
dary of  this  State  to  Jackson,  Teun.,  were  it  form.s 
a  junction  with  the  Mobile  aud  Ohio  road,  to  be 
completed  and  in  readiness  for  the  iron  rails  bv 
May,  185G. 

That  Company  has  abundant  means  .it  com- 
mand to  prosecute  the  work  to  a  final  qpmpletiou, 
and  from  the  well  known  character  of  those  hav 
ing  the  road  in  charge,  you  may  confidently  rely 
on  its  energetic  and  successful  prosecution.  The 
road  here  referred  to,  being  a  direct  northern  con- 
tinuation of  yours  to  an  intersection  with  the  Mo- 
bile and  Ohio  road,  and  possessing  the  privilege  of 
extension  through  the  State  of  Tennessee,  its  com- 
pletion wiU  materially  increase  the  traffic  and 
'  profits  of  the  one  in  which  you  are  sharehold- 
ers. 

From  the  progress  making  in  the  constructioii  of 
the  Mobile  and  Ohio  road  in  the  States  of  Tonnes 
see  and  Kentucky,  there  is  no  reason  to  doubt  its 
completion  to  the  Ohio  River  at  a  period  anterior 
to  the  anticipated  completion  of  yonrs,  thus  open- 
ing a  direct  railroad  communication  over  the  Illi- 
nois Central  road  with  the  city  of  St.  Louis  and 
the  northern  lakes,  on  the  shortest  possible  line 
that  can  be  obtained  east  of  the  Mississippi ;  in- 
tersecting i'l  its  course  the  contemplated  roads 
from  Memphis  to  Louisville,  and  from  Nashville 
to  the  Mississippi  River.  Near  the  State  line  of 
Tennessee  your  road  intersects  the  Memphis  and 
Charleston  road  passing eastwardly  from  the  city 
of  Memphis  to  the  city  of  Charleston. 

Seventy  miles  of  the  New  Orleans,  Jackson  and 
Great  Northern  Railroad  from  the  city  of  New  Or- 
leans north,  is  now  in  operation,  and  will  be  ex- 
tended to  the  southern  line  of  this  State  in  all  of 
next  month.  There  is,  at  present,  no  cause  to 
doubt  its  completion  to  the  town  of  Canton  before 
•  the  expiration  ot.  the  year  1856.  Thus  you  have 
almost  certain  assurance  that,  by  the  expiration 
of  the  time  when  your  road  is  to  be  completed, 
there  will  be  a  continuous  line  of  railway  of  the 
same  gauge,  extending  from  extreme  north  to  the 
city  of  New  Orleans,  traversing  a  country  posses- 
sing the  elements  of  almost  unlimited  agricultural 
wealth  and  offering  facilities  for  the  speedy  inter- 
change of  the  productions  of  11°  of  latitude. 

In  addition  to  the  connections  with  the  impor- 
tant roads  already  referred  to,  should  it  be  deter- 
mined to  extend  your  road  to  the  city  of  Jackson, 
a  junction  will  there  be  formed,  not  only  with  the 
New  Orleans,  Jackson  and  Great  Northern  road, 
but  also  with  the  southern  road  extending  east 


through  Alabama ;  the  Ticksburg  aud  Jackson 
road,  extending  west  through  Louisiana  over  the 
Vicksburg  and  Shreveport  road ;  and  the  contem- 
plated road  from  Jackson  to  Ship  Island.  These 
are  considerations  worthy  of  serious  reflection  and 
should  not  be  thoughtlessly  rejected. 

When  these  important  railroad  connections  are 
duly  considered,  with  the  amount  of  freight  aud 
passenger  traffic  that  may  now  flow  from  them  ; 
when  you  rflect  upon  the  direct  north  and  south 
line  of  your  road ;  its  remoteness  from  the  compe- 
ting influence  of  other  railways,  aud  of  the  Missis- 
sippi River  ;  the  character  of  the  country  travers- 
ed by  it ;  the  quantity  and  valup  of  the  produc- 
tions of  the  district  tributary  to  it ;  the  population 
within  the  range  of  its  influence ;  the  yearly 
amount  of  traveT passing  from  north  to  south  ;  can 
it  be  doubted  that  this  long  line  of  railway  will 
not  almost  equal  in  its  advantages  and  importance 
the  Mississippi  River  itself,  or  that  the  certainty 
and  amount  of  the  income  of  your  road,  when 
completed,  will  not  equal,  if  it  does  not  exceed, 
that  of  any  other  road  now  constructing,  or  iu 
contemplation  in  an/  of  the  south-western 
Sutes. 

The  local  traffic  of  a  railroad  is  of  the  first  im- 
portance, and  none  should  be  undertaken  where 
the  local  passenger  and  freight  traffic  does  not 
pi-omise  an  income  equal  to  the  expense  of  opera- 
ting it  when  completed.  The  Central  road  pos- 
sesses this  assurance  in  an  eminent  degree. 

In  the  district  of  country  limited  by  its  line  of 
influence  is  contained  more  than  one-fourth  of  the 
whole  white  and  black  population  of  the  State, 
and  there  was  grown  more  than  one-fourth  of  the 
cotton  and  corn  crop  produced  in  1849,  in  the 
whole  State,  according  to  the  United  States  cen- 
sus of  1850.  In  addition  to  this,  there  is  produced 
large  quantities  of  agricultural  commodities,  now 
almost  valueless  to  the  producer,  on  account  of 
expense  of  transportation  to  a  market,  that  would 
become  valuable  articles  of  export  upon  the  com- 
pletion of  the  road.  There  are  also  extensive 
tracts  of  unimproved  land,  equal  in  quality  of  soil 
to  any  in  the  cotton  growing  region,  that  need  but 
a  cheap  and  certain  means  of  transporting  the 
productions  of  the  country  to  market,  to  insure 
their  cultivation  and  a  very  large  addition  to  the 
quantity  and  value  of  our  exports,  thus  securing 
to  your  ro.ad  an  amount  of  local  traffic  far  exceed- 
ing any  estimate  that  may  have  been  made,  based 
upon  present  population  and  production. 

Notwithstanding  the  great  benefits  to  be  derived 
from  the  construction  of  your  road,  the  profits 
that  may  reasonably  be  expected  from  its  opera- 
tion, and  the  means  at  the  command  of  the  direc- 
tory for  the  prosecution  of  the  work,  its  speedy 
completion  must  depend,  in  a  great  degree,  not 
alone  upon  the  directors,  but  upon  the  active  and 
united  co-operation  of  the  stockholders  of  the 
Company.  Upon  them  must  the  directory  dei>end 
for  the  necessary  means  to  comply  with  the  en- 
gagements made  with  the  contractors,  aud  in  turn 
the  stockholders  must  looke  to  the  directors  for 
an  economical  and  judicious  expenditure  of  the 
means  entrusted  to  them.  By  mutual  confidence 
and  united  action,  all  obstacles  to  an  energetic 
prosecution  of  the  whole  work  will  be  overcome, 
and  its  completion  will  be  rendered  as  certain  as 
its  use  will  be  beneficial. 

Respectfully  submitted  by 
^  ■  "  '  W.  Goodman,  President. 


ChnrIeston>nd  Savannah  Railr*a«l. 

At  an  adjourned  meeting  of  the  subscribers  to 
the  Charleston  and  Savannah  Railroad,  held  Wed- 
nesday the  12th  ult.,  the  following  named  gentle- 
men were  elected  President  and  Directors  for  the 
ensuing  year : 

President,  Thos.  F.  Drayton;  Directors,  Hon. 
T.  L.  Hutchinson,  Wm.  Kirkwood,  Edward  Frost, 
Otis  Mills,  N.  Heyward,  W.  F.  Colcock,  L.  T.  Pot- 
ter, Daniel  Hayward,  W.  B.  Hodgson,  J.  Bradley, 
C.  G.  Meminger,  J.  B.  Campbell.  ;      .     i 


Cleveland  aud  MalkonInK  Railroad. 

A  meeting  of  the  stockholders  uf  this  road  took 
place  in  Warren,  Ohio  last  week.  The  President 
Mr.  Perkins,  made  a  statement  of  the  afiairs  of 
the  Company,  from  which  we  glean  the  following. 
The  stock  account  of  the  Compan/  (including 
$125,000  subscribed  by  Lawrence  county,  and 
applicable  to  the  portion  of  the  work  in  Pensyl- 
vania)  is  over  one  million  of  dollars.  Of  this 
amount  $850,000  is  applicable  to  the  construction 
of  the  line  from  Cleveland  to  Youngstown,  67 
miles.  About  $620,000  has  been  expended  in  con- 
struction, right  of  way,  etc.,  and  about  $200,000 
has  been  invested  in  th«  stock  of  the  Ohio  and 
Penn.sylvania  Canal.  The  amount  of  stock  still 
believed  to  be  collectable,  and  ttie  real  estate  for 
sale,  &c.,  applicable  to  the  completion  of  the  line 
from  Cleveland  to  Voungstown,  it  is  expected  will 
realize  $230,000.  The  cash  means  required  to 
complete  to  Youngstown  exclusive  uf  the  iron,  is 
about  $430,000,  leaving  still  $200,0u0  to  be  pro- 
vided for.  The  Directors  had  prepared  the  Bonds 
of  the  Company,  secured  on  a  first  mortgage,  to 
the  amount  of  $860,000,  but  owing  to  the  state  of 
the  money  market,  only  $37,600  have  been  sold. 

After  much  consultation,  the  following  resolution 
was  p;issed  by  the  stockholders . 

Resolved,  That  to  enable  the  Board  to  prosecute 
the  work,  efficient  means  should  be  taken  to  col- 
lect the  sums  due  upon  subscrij)tions  of  stock  ; 
and  that  it  be  recommended  to  the  Board  to  is- 
sue in  such  sums  as  may  be  convenient,  the  con- 
rertible  Bonds  of  the  Company,  to  the  amount  of 
$500,000,  redeemable  in  ten  years,  bearing  an  in- 
terest of  seven  per  cent,  per  annum,  payable  semi- 
annually in  cash,  and  secured  by  second  mortgage 
upon  the  road  ;  and  that  one-half  of  this  sum  be 
offered  for  sale  at  not  less  than  eighty  cents  en  the 
dollar;  but  no  Bond  be  issued  until  responsible 
parties  shall  have  agreed,  in  such  form  as  may  be 
prescribed  by  the  Board,  to  purchase  a  sufficient 
amount  of  such  bonds  to  raise  the  sum  of  $200,- 
000.— P/7/J.  Gaz. 

Resident  Engineer's  Headqvtirtfrs. 

(  STANSTF.An,  Shefford  &  Chambi.y  R.  R. 
(    Granby,  Canada  East,  Aug.  Zd,  1864. 

Gentlemen: — In  the  Journal  of  July  29U^  I 
notice  .some  remarks  by  E.  Nugent,  C.  E.,  on  the 
equating  of  grades.  I  perceived  some  time  since 
a  misunderstanding  among  Engineers  in  regard  to 
this  subject,  some  equating  for  grades  by  adding 
one  mile  for  every  20  feet  of  ascent,  and  some  for 
every  80  feet ;  for  comparison  of  different  lines 
merely  it  matters  little  what  is  the  number  used, 
provided  it  is  the  same  in  both  cases,  but  to  find 
the  equivalent  hori/ontai  line  to  any  location,  re- 
gard must  be  had  to  the  nature  of  the  expected 
tratHc.         ■       '         ■         '. 

The  elements  of  the  problem  are,  the  length 
and  inclination  of  line,  and  the  resistance  of  the 
train,  which  resistance  depends  on  the  weight  an«l 
velocity  of  the  load.  Scott  Russell's  formula  for 
the  resistance  to  the  motion  of  railroad  trains 
gives  the  following  results,  the  weight  of  the  train 
l»eing  50  tons?;.  .  ..  ,       • .      .  *  .    ~    :,v- 

Velocity  }-      •:       ■'.";•       Resistance 
per  hour.  ■  per  ton. 

Miles.  Pounds. 

20 14.6 

30 19.8 

40 26.0 

60.; 86.4 

60 89.0 

100 76.6 

Let  R  =  the  resistance  of  a  railroad  train  on  a 
level,  the  resistance  due  gravity  on  an  incline  is 

1 
expressed  by  W  X  — ;  where  W  is  the  weight  of 


the  tt-aia  in  pounds,  aud  —  the  fractional  inclina- 
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tion  of  the  gradient.  Now  the  vertical  height 
in  feet  to  overcome  which  we  must  cxpeod  an 
amoant  of  power  sufficient  to  move  the  load  one 
mile  on  a  level  must  be  such  tliat  .  •;■- 

WX-=R;      --.        ' 

To  find  then  the  number  by  which  to  equate 
proceed  as  follows.  Supposing  the  train  to  weigh 
60  tons  or  112,000  lbs.,  and  the  velocity  20  miles 
per  hour.  The  resistance  from  the  above  table  is 
li}4  lbs.  per  ton  =  725  lbs.  for  the  whole  train, 

1  R 

substituting  which  value  in  the  formula  —  =  -nv- 

it  becomes:         ,""•:';/*■ 

J_  725  IJ 

a    =  112,000  =   154    =34feet; 

and  the  numbers  for  equating  for  the  velocities  in 
the  tabic  above  are  as  follows : 

20  miles  per  hour 34  feet. 

30',,         46     „ 

C/'40     „        „       68     „ 

■'"60    „        „      83    „ 

60     „         ..       „     92     „ 

100    „        „      „    181     „ 

Very  respectfully 

GEORGE  L.  Y08E. 

WincUester  mtkA  Alabama   Railroad. 

The  Agent  of  this  road,  W.  N.  Bilbo,  Esq.,  has 
at  last  succeeded  in  obtaining  in  Franklin  county 
its  propdportion  of  the  funds  necessary  for  the 
completion  of  this  road.  Franklin  county,  for  her 
population  and  resources,  contributed  more  than 
ary  other  county  to  the  construction  of  the  Nash- 
ville and  Chattanooga  railroad ;  and  it  has  strain- 
ed every  nerve  to  raise  its  quota  for  the  Winches- 
ter and  Alabama  railroad. 

The  Winchester  and  Alabama  railroad  com- 
mends its  importance  to  our  citizens  from  various 
considerations.  It  opens  the  interior  of  Alabama 
to  Mobile,  and  by  branches  tapping  the  main 
trunk,  the  Western  portions  of  Georgia,  and  the 
Eastern  portion  of  Mississippi,  to  the  stock  and 
grain  producers  of  our  State.  For  its  extension 
intersects  the  Memphis  and  Charleston  railroad 
ten  miles  from  Huntsville,  and  at  Ounter's  Land- 
ing meets  with  the  Mobile,  Selma,  and  Tennessee 
Railroad.  It  is  of  infinite  importance  to  our  gro- 
cery Merchants,  who  already  partially  supply  this 
portion  of  the  South  with  groceries.  Nashville 
will  soon  become,  as  she  now  is  in  part,  the  ex- 
porter of  the  cotton  of  Jackson  and  Madison,  and 
partially  of  other  counties  of  North  Alabama. — 
The  completion  of  this  road  puts  Nashville  120 
miles  nearer  Huntsville  by  railroad  than  Memphis. 
Hence  the  great  interest  manifested  by  the  citi- 
zefls  of  Huntsville  and  North  Alabama,  for  its  im- 
mediate construction.  They  have  already  raised 
money  enough  to  grade  and  timber  that  portion  of 
the  road  to  the  intersection,  and  the  entire  Selma 
Mobile,  and  Tennessee  Railroad  is  in  a  state  of 
construction.  Besides,  all  the  funds  necessary  for 
the  completion  of  the  Memphis  and  Charleston 
railroad  have  been  raised.  Thus  we  see  the  im- 
portance of  the  immediate  construction  of  the  Win- 
chester and  Alabama  railroad  to  the  citizens  of 
the  Nashville  and  the  farmers  of  Middle  Tennessee 
It  is  the  most  direct  route  to  Mobile  and  New  Or- 
leans, and  gives  our  farmers  an  advantage  in  mar- 
ket over  those  of  East  Tennessee  and  Kentucky, 
being  some  150  miles  nearer. 

This  road  also  commends  itself  to  our  citizens 
from  the  following  facts :  ninety-five  miles  from 
Nashville  commence  the  coal  fields  of  the  Cumber- 
land Mountains.  They  approach  this  road  within 
from  three  to  five  miles,  and  extend  parallel  with 
it  for  a  distance  of  twelve  miles.  The  coal  is  fine 
and  the  strata  are  from  three  to  five  feet.  Those 
of  onr  knowledge  belong  to  the  Keiths,  W bartons, 


Stovals,  Francises,  and  Lytles.  The  marble  quar- 
ries are  of  the  beautiful  variagated,  such  as  decor- 
ate our  Capitol,  and  tho  black  and  gray.  They  ap- 
proach within  vwo  miles  of  the  road,  near  Salem — 
commencing  at  the  cotton  factory  of  Hunt  &  Man, 
and  extending  six  miles  along  the  road.  There 
are  forest  of  poplar,  white  oak,  cedar,  black  wal- 
nut and  cherry,  indispensible  to  our  furniture,  en- 
gine, car,  and  steamboat  manufacturers  and  build- 
ers. Vast  deposites  of  iron  are  approached  upon 
the  lands  owned  by  L.  Mathews,  within  one  quar- 
iea  of  a  mile  of  the  road,  and  miners  have  discov- 
ered in  several  portions  of  Franklin  county,  the 
outcrops  or  blossoms  of  Copper.  Our  informant 
saw  several  specimens  tested.  The  most  valuable 
are  those  owned  and  analyzed  by  Newman  &. 
Shook.  Nashville  must  be  the  great  market  for 
the  consumption  and  exportation  of  these  minerals 
and  lumber. — Sash.  Unwv. 


Colambia  and  Hamburg  Railroad,  Ga. 

James  G.  Gibbes,  Engineer,  has  completed  the 
preliminary  surveys  of  this  road,  and  has  submit- 
ted his  report  to  the  authorities  of  Columbia,  by 
whom  ho  was  appointed. 

Two  routes  were  surveyed,  the  one  which  he 
designates  the  "  low  or  direct  line,"  runs  within 
two  and  a  half  miles  of  Aiken,  (why  not  unite 
with  the  Charleston  Road  at  Aikeu,  and  thus  save 
fourteen  miles  of  road  1)  and  is  68  i  miles  long— 
an  air  line  being  63i.  The  other  which  he  des- 
ignates "  tlie  upper  or  Ridge  line,"  passes  from 
Hamburg  near  the  Cherokee  Pond,  Edgefield,  C 
H.,  etc.,  and  intersects  the  "  lower  route"  about 
eight  miles  from  Columbia,  making  the  distance 
74i  miles. 

His  estimates  for  the  cost  of  construction  of  the 
two  lines  are  as  follows : 

Direct  line— 681^  miles,  SI  ,105,625 

Ridge  line— 74>^  miles,  Sl,040,926. 

Being  816,140  50  per  mile  for  the  direct,  and 
S13,972  14  for  the  Ridge  line. 

Rocbcster  8cal«   Workst 

Among  the  many  items  we  call  attention  to,  we 
would  remember  Messrs.  Duryeo  &  Forsyth,  of 
Rochester,  N.  Y.,  Manufacturers  of  scales  and  safes. 
This  enterprising  firm  has  been  before  the  public  a 
number  of  years  with  their  wares,  and  have  gain- 
ed a  world-wide  reputation. 

Their  scales  are  known  by  their  correctness  and 
durability.  Their  safes  are  of  superior  finish,  and 
contain  materials  proof  against  fire — as  has  been 
proved  in  all  instances  when  subjected  to  the  test. 
Recently  one  of  their  /Vre  Kings  was  in  a  large 
tire  at  Brautford,  C.  W.,  with  a  large  sum  of  mon- 
ey, books  and  papers  in  it,  and  all  was  preserved 
in  good  order — all  of  which  speaks  well  for  the 
manufacturers.  Early  this  spring  they  erected  a 
Railway  Suspension  Scale  at  Cleveland,  for  Messrs. 
Otis,  Knight  &  Co.,  for  weighing  wheat  by  tho  car 
load.  This  scale  was  constructed  upon  a  new 
plan  invented  by  the  senior  partner  of  the  firm 
(Mr.  Duryee,)  and  is  well  worthy  the  attention  of 
all  railroad  Companies,  and  others  wanting  such 
scales.  This  scale  is  of  great  utility,  and  must  be 
far  preferable  to  the  old  plan  of  constructing  them. 

Messrs.  Duryee  &  Forsyth  have  done  much  to 
improve  and  bring  into  use  weighing  machinery, 
and  to  bring  the  price  of  a  good  article  to  a  fair 
standard,  and  within  the  reach  of  all  wanting  them. 
Previous  to  their  engaging  in  the  business,  a  high 
and  exorbitant  price  was  charged  for  scales,  by 
New  England  Manufacturers,  and  when  Messrs. 
Duryee  &  Forsyth  entered  the  field,  for  a  share  of 
patronage,  a  strong  hostility  was  kept  up  against 
them  by  their  opponents,  andpersevcied  in  with 
untiring  zeal  to  crush  them — but  thanks  to  none 
but  their  own  efibrts  for  success,  by  their  untiring 
perseverance  and  efforts  they  have  succeeded. 

Railroad  companies,  merchants  and  others  are 
under  obligations  to  Messrs.  Duryee  &  Forsyth. — 
Had  it  not  been  for  them  they  would  have  to  pay 
exorbitant  prices  for  their  scales— and  we  are 
glad  to  know  that  they  are  winning  golden  opiu- 
ions  all  over  the  land — and  that  their  trade  is 
very  rapidly  increasing.     They  aro  geatlemen  of 


honorable  dealings  and  worthy  of  public  patron- 
age.— Dyer's  {Cin.)Bank  Nole  Mirror.  » 

CoBgrca>» 

The  session  of  the  present  Congress  closed  on 
the  8th  inst.  The  present  session  has  lasted  eight 
months  and  among  the  most  important  measures 
consummated  are  the  following: 

The  regular  Appropriation  bills. 

The  Kansas  and  Nebraska  bill. 

The  bill  providing  for  six  first  class  war  steam- 
ers. 

The  Ten  Million  bill  of  the  Gadsden  treaty. 

The  Homestead  bill  for  Kansas  and  Nebraska. 

The  bill  extending  the  warehousing   system 

The  bill  to  give  eftect  to  the  Canadian  recipro- 
city  treaty. 

The  bill  repealing  the  Minnesota  Railroad  Land 
bill. 

Amongst  the  treaties  ratified  by  the  Senate,  the 
most  important  are:  •    ,i 

The  Gadsden  treaty. 

The  British  Colonial  Reciprocity  treaty. 

The  Commercial  treaty  with  Japan. 

The  Neutrality  treaty  with  Russia. 

Sundry  treaties  extinguishing  the  Indian  titles 
in  Kansas,  Nebra  ka  and  other  Territories. 

Among  the  bills  which  have  failed  are ; 

The  various  rail  "ay  schemes. 

The  French  spoil  '  ion  bill  of  five  millions. 

The  Pacific  Railroad  schemes. 

The  Senate  bill  of  eight  millions  for  the  relief 
of  Texas. 

Senate  amendmeiiis  of  several  millons  to  the 
general  appropriation  bills,  including  half  a  million 
to  the  Washington  water  works. 

Mr.  Olds,  administration  bills  for  the  increase 
of  the  rat«s  of  postage. 

The  bill  for  a  line  of  steamers  between  San  Fran- 
cisco and  China,  &c.  &c. 

And  the  bill  to  break  up  Collins  steamship  line 
appropriations. 

The  River  and  Harbor  bill  met  the  Executive 
veto  and  failed  to  become  a  law. 


Openlns  of  tbe  Chleago  and  jaiasUslppI  Rail 
road. 

It  will  be  seen  by  an  advertisement  in  another 
column  that  tho  Chicago  and  Mississippi  Railroad 
Company  commence  running  through  trains  from 
this  city  to  Alton  and  St.  Louis  to-day.  Hitherto 
the  railroad  connection  between  Chicago  and  St. 
Louis  has  been  made  by  three  distinct  lines  of 
road.  The  link  between  Joliet  and  Bloomington 
has  been  completed,  and  now  we  have  another 
great  trunk  line  in  operation  to  the  Mississippi 
and  the  southwest.  It  is  needless  to  speak  of  the 
great  impoitance  of  this  road  to  Chicago,  bringing 
us,  as  it  does,  within  twelve  hour^  oi  St.  Louis  and 
the  Lower  Mississippi.  That  it  will  pay  a  large 
per  cent,  to  the  stockholders,  and  contribute  larg- 
ly  to  the  business  and  wealth  of  our  city,  no  dis- 
cerning man  entertains  a  doubt.  The  manner  in 
which  this  road  was  built,  speaks  volumes  for  the 
energy  and  perseverance  of  the  Company. — Chica- 
go Press. 

Chicago  and  Mississippi    Railroad. 

Wo  understand  that  the  resignation  of  Edward 
Keating,  Esq.,  as  Superintendent  of  the  above 
road,  took  effect  on  yesterday.  Mr.  K.,  has  dis- 
charged the  arduous  and  incessant  duties  of  his 
office  with  the  most  unremitting  assiduity  and  in- 
dustry ;  aid  the  highly  prosperous  condition  of 
the  busines  of  the  road,  amply  testifies  with  what 
results  his  diligent  and  persevering  efforts  to  ad- 
vance the  interest  of  the  company  have  been  re- 
warded. Having  been  in  feeble  health  for  a  few 
weeks  past,  he  started  on  last  Wednesday  for  the 
Eeast,  wher3  it  is  hoped  his  health  iviil  be  entire- 
ly restored,  by  the  change  of  air  and  scenery. — 
We  but  speak  the  sentiments  of  all  connected  with 
the  road,  when  we  say  that  the  resignation  is  a 
sonrce  of  deep  regret  to  them,  os  well  as  to  bis  nu- 
merous friends  and  public  in  general. 
■  His  successor,  Richard  P.  Morgan,  jr„  Esq.,  of 
Bloomington,  assumes  bis  duties  of  Superintendent 
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to-day — a  station  which  a  long  experience  as  con- 
straction  engineer  on  the  Joilet  extension,  has  no 
doubt  eminently  qualified  him  to  fill  to  the  satis- 
faction of  all  parties. — Alton  Tel. 

Rmll-wmy  Traffic  Return*.  -  - 

Great  Wetter n  of  Canada  229  miles. 
Earnings  for  week  ending  August  4th. 

From  Passengers 9,714 

"      Freight ^  2,358 

"     Sundries 1,074 

S13,148 

Number  of  Passengers 6,876 

Total  since  Ist  Jan.  1864 S590,976 

"     Passengers      "         202,565 

Grand  Trunk  Line  of  Canada  292  miles. 

Earnings  for  week  ending  July  22d. 

From  4,579  Ist  class  passengers 5,338 

"        328  2d    "            "          236 

"     2.418  tons  radze ' 6,866 

557  M.  feet  lumber 2,027 

"        943  cords  firewood '. 1,819 

Mails  &c 779 

Total.... S15,660 

ToUl  from  July  1st  1854 $53,315 

Greai  Western  of  Cayiada  229  miles. 
For  the  week  auding  July  28th  1864. 

Received  for  passengers 9,137 

"  Freight 2,184 

"  Sundries 1,248 

ToUl $12,669 

No.  of  passengers  carried 5,201 

Do.  since  Jan.  1st  1854 196,689 

Total  Receipt  since  Jan.  1st 577,827 

Grand  Trunk  of  Canada  292  miles. 
For  week  ending  July  15,  1864. 

Received  for  5,261  passengers .'.  .$6,094 

3,176  tons  freight 6,791 

"        .         641  M.  feet  lumber 2,185 

■■'.  -^il^^j^H :  ..  .r-  ;     636  cords  wood 932 

;,>.  V *:>. ii-".,  Mails  &c 779 

$16,781 
^.       Total  receipts  since  July  1st $37,756 

Railwraya  In  New  Brnnawicki 

We  learn  from  A.  C.  Morton,  Esq.,  Chief  ifngi- 
neer  of  the  European  and  North  American  Rail- 
way in  New  Brunswick,  who  is  now  in  this  city, 
that  the  contractors  for  building  the  £.  &.  N.  A. 
Railway  in  that  Province,  Messrs.  Jackson,  Bras- 
sey,  Peto  and  Betts,  are  pushing  on,  with  all  prac- 
ticable despatch,  the  construction  of  the  entire 
line  fVom  St.  John  to  the  Gulf  of  St.  Lawrence, 
and  to  the  frontier  of  Nova  Scotia.  A  large  por- 
tion of  the  rails  are  already  delivered,  and  the 
iron  bridges  are  either  all  received,  or  already 
shipped  from  England.  All  the  principal  bridges 
are  of  iron,  similar  to  those  going  up  on'the  Que- 
bec &  Richmond  Railway,  and  the  road  is  to  be 
of  a  superior  character  througj|iout. 

Some  diflSculty  exists,  from  the  scarcity  of 
laborers,  but  from  the  present  posture  of  the  work 
it  is  believed  that  during  the  coming  year  the  line 
may  be  completed  from  St.  John  to  the  Nova 
Scotia  line.  The  locating  surveys  are  finished, 
and  the  work  is  subl  t  to  American  contractors. — 
State  of  Maine.' 

Penalty  for  Orer-lseuea  of  Stock. 

The  Legislature  of  New  Hampshire  has  passed 
the  following  law  relative  to  over-issues  of  stocks  : 

"Any  president,  cashier,  treasurer  or  secretary, 
or  any  other  oflBcer  or  stockholder  of  any  bank, 
railroad,  manufacturing  or  other  corporation  in 
this  State,  who  shall  knowingly,  falsely  and  will- 
fully sign,  issue,  or  cause  to  be  issued,  any  shares, 
in  the  capital  stock  of  their  respective  corpora- 
tions, other  than  those  authorized  in  their  charter, 
or  by  some  amendment  thereto,  shall  be  deemed 
and  adjudged  guilty  of  felony ;  and  when  duly  con- 
victed tb«reof,  shall  be  paoished  by  a  fine  not  ex- 


ceeding $1,000  and  imprisoned  in  the  State  prison- 
for  not  less  than  one  nor  more  thanseven  years, 
al  the  discretion  of  the  Court." 

The  Committee  chosen  to  investigate  the  recent 
ove.'-issne  of  10,321  shares  in  the  Vermont  Central 
Railroad  by  Edward  Crane,  the  President  of  the 
Company,  have  made  a  lengthy  report.  They  ex- 
onerate all  parties  from  the  fraud  except  Crane ; 
and  after  alluding  to  his  previous  over-issue  of 
2,000  shares,  the  Committee  say:  "To  inflict  a 
second  injury  in  a  corporation  already  prostrated 
by  his  misconduct,  renders  the  act  the  more  de- 
testaWc,  and  when  it  is  considered  that  everj'thing 
was  done  to  shield  him  from  the  consequences  of 
his  first  transaction  on  the  ground  tbat  he  received 
no  private  benefit  from  it,  he  has  added  ingrati- 
tude to  crime,  and  stands  before  the  public  an  ob- 
ject of  scorn  and  contempt." 

l\%'^abaah  Valley  Railroad  Company. 

The  annual  meeting  of  the  Stockholders  of  the 
Wabash  Valley  Railroad  Company,  was  held  at 
York,  Ills.,  on  the  3d  Inst, 

The  following  gentlemen  were  unanimously 
elected  Directors : 

Hon.  A.  T.  Ellis,  of  Vincennes ;  Governor  A.C. 
French.  John  Houston  Esq., Dr.  D.  S.  Meserve. 
Crawford  county.  Judge  U.  Mnaley,  John  B.  Rich- 
ardson, Gilead  Shaw,  Clark  county;  Jonathan 
Youn?,  Hiram  Sanford,  S.  Sutherland,  Edgar 
county. 

The  Directory  held  a  meeting  the  tiame  day  and 
unanimously  elected — 

Hon.  A.  T.  Ellis,  President;  John  B.  Richard- 
son, Secretary  i  Joseph  G.  Bowman,  Treasurer ; 
and  Charles  Summers,  Chief  Engineer, 


Cluciuuatl,    lioerantiport  and  Cliicago  Rail- 
road. 

The  following  named  gentlemen  now  constitute 
the  Board  of  Directors  in  this  Road : 

C.  B.  Smith,  J.  A.  James,  D.  A.  Powel,  R.  M. 
Corwine,  J.  PuUen,  Cincinnati;  C.  K.  Hamilton, 
New  York;  S.  Meredith,  Cambridge  City  ;  W. 
Butler,  Dublin,  M.  L.  Bundy,  J.  C.  Iluddleston, 
New  Ciistle ;  W.  Wright,  Logansport. 

On  Monday  last,  C.  B.  Smith  was  elected  Presi- 
dent in  the  place  of  J.  T.  Elliott,  resigned.  A 
change  in  the  Board  of  Directors  and  the  Presi- 
dent is  in  consideration  of  a  sub.scription  of  $800,- 
000  to  the  Cincinnati,  Logansport  and  Chicago 
Road,  by  the  Cincinnati  and  Chicago  Straight 
Line  Company.  This  arrangement  will,  it  is  con- 
fidently believed,  secure  the  completion  of  the 
road  from  New  Castle  to  Logansport  this  fall. — 
Rich.  Pallad. 


Railroad 


To  Contractors  for 
Iron. 

PROPOSALS  will  be  received  until  tlie  20th  Soi'teniber  ft.r 
nine  thcxisaiid  ^«8  of  railroad  iron  T  pattern,  axty  ptiuiids 
to  the  yurd.  One-half  to  be  delivered  at  Charleston,  South 
Carolina,  and  one-half  at  Wilmington,  North  Carolina,  delivery 
to  cjniineiire  in  January  anil  I'lose  in  Aug:u3t,  e<|iial  (|uantilii>« 
to  bo  dehvered  in  each  month  at  each  place. 

Payment  will  bp  made  lmmo<liately  uu  tliedeliver^  i.f  each 
cargo,  ill  N'orth  Carolina  Funds.  The  contract  will  be  giveo  to 
the  lowest  responsible  bidder  provided  the  price  he  satis- 
factory. Bidder.s  will  endorse  their  bids— "iVoposo/*  for  Rail- 
road Iron"— and  address  them  to  Cyrus  P.  Meiidetihall,  Secre- 
tao',  North  Carolina  Kailroad  Company,  Greensboro.  N.  0. 

WALTER  GWTNN, 
ChielKng.  NO.  R  B.  Co 
Raleigh,  August  '.id,  1854.  [3t.t  d. 

Steam  Engrlne  and  Blowing: 
Cylinders  for  Blast  Furnace 

for  Sale.  ,,  .>j^.;-;^^->>»;i  w  ^V^.;:- 

A  STEAM  ENGINE,  20  inch  cylinder,  and  five  feet  utroke, 
together  with  Blowing  Cylinders,  live  leet  duuneter,  and 
sis  feet  stroke,  in  perfoct  working  order,  for  sale.    Apply  to 
EDW.  BECH  d   KrNHARDT,  62  Beaver  St  , 
Or,  A .  TOWAR,  A(*jt  Pokeepsie  Iron  Work*, 

23tf  Pokeepsie,  N   T. 


Universal  Scroll  Chucks. 

THOSE  in  want  of  a  superior  article  and  of 
various  sizes  will  please  call  at  or  adress  the 
MERIDEN  MACHINE  CO.  16  Qold-st.  comner  of 
Piatt,  New  York  City.  8L2t 


To  Kailroad  and  Canal  Co.'s 
Contractors,  &c. 

THE  undersigned  would  direct  the  attention  o 
Chief  Engineers  and  Contractors  to  the  facili- 
ties they  possess  for  supplying  them  with  labor- 
ers, mechanics  &,c.,  of  any  description,  and  also  in- 
form them  tbat  they  forward  and  deliver  such  men 
at  whatever  destination  they  may  be  required. 

Companies  or  Contractors  desirous  of  receiving 
steady  and  industrious  men,  will  be  promptly  sup- 
plied at  the  shortest  possible  notice. 

JOHN  J.  HELLING  &  CO. 
No.  86  Greenwich  Street,  New  York. 
26.4t 

Liawrence  Sclentlllc  School, 

HARVARD  UNIVERSITY. 
rr^HE  next  term  of  this  Institution  will  open  on 
A.    the  thirty-first  day  of  August,  18o4,  and  con- 
tinue twenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Practi- 
cal exercises,  according  to  the  nature  of  the  Study, 
will  be  given  in  : 

Astronomy  . .'. by  Messrs.  Bond. 

Botany „  Prof      Gray. 

Chemistry,    Analytical 

-  and  Practical .,       „        Horsford. 

Comparative  Anatomy 

and  Physiology „       „        Wyman. 

Engineering „      „        Eustis. 

Mathematics „       „        Pierce. 

Mineralogy „      .,        Cooke. 

Physics „       „        Lovering. 

Zoologyand  Geology. ..  „      „        Agassiz. 
For  further  information  concerning  the  School 
application  may  be  made  to  Prof  E.  N.  Horsford, 
Dean  of  the  Faculty.  ; ; 

Caharidoe,  Mass.,  July,  1854.  [30  4t 

For  Sale. 

BT  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  can , 
adapted  to  Railroad  purpose,  which  will  t>e  mM  at  a  r««a- 
enable  price.    For  fkirtber  information,  apply  to 

SAMUEL  J    HAYES, 
M.  of  M,  Baltimore  and  Ohio  R.  R.  Cou, 
Or  BRIDGES  6c  BRO  , 
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64  Courtland  at  ^  New  York, 


Railroad  Iron  at  Auction. 

THURSDAY  August  8d  at  twelve  o  clock,  at 
the  sales  room  54  William  street' 
1268  tons  English  Rails,  New  York  and  Erie 
pattern,  about  fifty  six  poiwds  linear  yard,  of  ap- 
proved quality,  make  and  pattern.  * 
These  Rails  are  in  the  United  States  Bonded 
warehouse  at  Brooklyn,  and,  convenient  for  ship- 
ments Sample  Bars  can  be  seen  at  Auction 
Room.                                              July  29.        It 

Loivmoor  iron. 

B3"W.    BAILEV  LANG   i   CO  ,    64  CLIFF   STREET, 

liavo  in  .stock  and  ofler  for  sale  an  assortment  of  Round,  Flat 
and  S'luare  Bars  LOWMOOR  IRON',  which  tlioy,«-i!l  m-U  by  tb* 
ton  or  itinglc  bar.  The  uttentioo  of  manufacturers,  Railway 
Managers  and  Mectianics  is  particularly  (hrected,to  the  ifoalUf. 
of  this  Iron,  as  its  great  strength^  iuiit;)rmity,  and  freedom  fhJiB 
flaw«,  render  it  the  best  Inm  in  the  niarkMt,  where  first  quality  is 
rC'iuired.  • 

W.  BAILEV  LANG  &  CO.,  being  i^ole  AgeoU  in  the  tJnl 
ted  States  and  Canadas  for  the  LOWMOOR  CO..  will  execute  or 
der.-i  at  manufacturer's  prices.  6t.31 


To  Civil  Engineers. 

JTl /T ,  residing  at  102,  Third  avenue,  New 
•  IVl.  York  city — wishes  to  obtain  the  situa- 
tion of  assistant  in  a  Civil  Engineer's  oflSce,  or  Um 
situation  of  Engineer  or  Superintendent  of  works 
or  for  any  department  of  work,  or — having  sur- 
veying instruments  of  his  own — he  would  under 
take  surveys  both  for  railroads  and  other  works. 

Ho  has  been  employed  principally  in  Scotlaud 
surveying  railways,  snperintending  railway  works, 
makmg  surveys  of  Burghs,  surveying  for  water 
works,  &c. 

He  most  respectfully  solicits  the  attention  ol 
Civil  Engineers  or  parties  who  require  his  service*, 
and  will  attend  to  business  Caithfullv  and  eflScient- 
ly.  '  [It  32.1 
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ZERAM  COJLBURN, 

ENGI.VEER  AND  A6BNT 

FOR  the  Design,  Construction,  Valuation  and  Purchase  of  Lo- 
comotives and  Railroad  Mauhiner)'. 
Offers  bi8  sei  vices  to  Bailroiui  Cuoipaniog  io  ei'her  of  these 
departmeotii,  haviut;  long  experience  and  the  best  lUcilitics  for 
all. 
As  C058L'LTIHQ  EsoiNSiK  he  will  advise  as  tn  tho  value  or 
^     adaptation  of  any  gy«tem  of  motive  itower.  and  lurniiib  draw- 
iog^,  eatinmtsi  aod  upecidcatiun!)  for  any  arran^jemeot  of  cnt;in& 
As  AOTIHO  S.SGIHBIR  hc  Will  superintend  the  construction, 
survey,  or  rccoostruction  of  any  railroad  machinery,  and  guar 
antoe  satlsfoctcry  reaulta. 

As  CoNTBACTiNO  Emgisber,  huvlnj;  connection   with    the 

most  reliable  and  iiuccessliil  manufacturers,  he  will  negotiate 

for  the  purchase  of  Locomotives  of  the  very  liest  construction 

aod  proportiiinA     Also   Wheel.-i,   Tires   and   Kepair  Shop  Ma 

chinery. 

.','       Having  much  experience  in  Patent  Business  hc  will  undertake 

■-    the  preparation  of  Drawing:*,  Spccilications,  Applications  for 

'.    Pateut  or  QHSut  and  other  papers  necessary  for  liiventurs.  lie 

is  able  to  give  material  assi:jtance  in  bringing  inventions  and  ini- 

provements  in  Kailroad  Machinery  into  favorable  notice. 

,    CHILLED  WTIRES   FOR   LOCOiMOTlVE  DRIV- 
ING WHEELS. 
Rerab  Colbum  retains  the  principal  ageucy  for  the  sale  an<l 
•'    right  of  use  of  this  valuable  improvement,  and  will  fiiroish  the 
must  substantial  guarantees  of  its  Safety,  Durability,  Adhesion 
and  greot  Eco.vonr. 
9lBce,  3d  door  American  Railroad  Journa'  Building, 

No.  9  SpriKe  street. 

New  York. 
REFERENCES. 

The  New  Jersey  Locomotive  and  Machine  Co. 

Jam<w  Jackson,  Pres't ,  Patenson,  N.  J. 

Ohas.  W,  Elliott,  Vice  Pres't ,  59  Beaver  str.,  N.  Y. 

Henry  V.  Poor,  Esq.,  Editor  Railroad  Journal,  New  York. 

Goa  D.  Phelps,  Prest.  Del,  Lack  and  West  Railroad. 

Geo.  W.  Wliistler,  Vice  Pres't  New  York  &  New  Haven  R. 

William  Raymond  Lee,  E:iq.,  Boston. 

Bush  4c  Lobdell,  Wilmingtou,  Del. 

Oliver  M.  Hyde,  Ksq.,  Mayor  City  of  Detroit 

~NUGENT'S  COLLEGE 

OF 

ENGINEERS  AND  MECHANICS, 

Public  Stjuare,  Cleveland,  Ohio. 
E.  Nugent,  C.  E.,    Principal. 

THE  design  of  this  Institution  is  to  alford  young  men  an  op- 
portunity of  a  ;quiring  a  knowledge  of  the  profi^riion  of 
C;vil  Engineering,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowledge  of  Matheniatioa,  Architec- 
tural and  Mechanical  Erafting,  Plain  and  Ornamental  Peiunan- 
■hip,  &c. 
For  further  particulars  address  the  Principal. 


iwew  York  and  Erie  U.  li. 

PASSENGER  TRAINS 
leave  Pier  (bot  of  Duane  street. 


gSk 


as  follows,  viz:  — 


BcrrALO  Kxpbess,  at  C  a.  m.  (br  Buffalo  direct,  over  the 
N.  y.  *.  K  R  R.  and  the  B.  dc  N,  Y.  C.  R.  R.,  without  change 
of  baggage  or  cars. 

Dunkirk  Expbiss,  at  6  a.  m.  for  Dunkirk. 

Mail,  at  8Jt  a.  m.  for  Dunkirk  and  Buffalo,  and  intermediate 
stations.  Passengers  by  this  Train  will  remain  over  night  at 
any  Station  between  Binghamton  and  Coming,  and  proceed  the 
next  morning. 

Wat  ExpRESsi;  «t  1  p.  m.  for  Dunkirk. 
■jBocKLASD  PAdSBNOBB,  at  4  p.  m.,  (from  foot  of  Chambers 
Street)  via  Piermont,  for  Suffern  and  intermediate  stations. 

Wat  PA3SBN0ER,  at  4  p.  m.,  for  OtisviUe,  and  intermediate 
•tationa. 

NtOBT  SZPBBSS,  at  6  p.  m.  for  Dunkirk  and  Buflala 

Emicramt,  at  a  p.m.,  for  Dunkirk  and  Burtalo  and  intermedi- 
'•t?  Stations. 

On  Sundays  only  one  Express  Train — at  6  p.m. 

TtMM  Kxpress  Trains  connect  at  Elmira  with  the  Elmira 
and  Niagsra  Falls  Railroa<l  for  Niiigara  Falls  ;  at  Buffalo  with 
flrst-class  splendid  Steamers  on  Lake  Erie  for  all  ports  on  the 
Lake  ;  and  at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleve- 
land, Cincinnati,  Toledo,  Detroit,  Chicagd^tc. 

D.  C.  McCALLUM,  Oeoeral  Sup't 


Power  Planers. 

THOSE  in  want  of  a  small  Power  Planer  which 
will  plane  3  feet  in  length,  14  in.  wide,  and 
12  in.  deep,  and  made  in  a  superior  manner,  will 
please  call  at  the  office  of  the  MERIDEN  MA- 
CHINE CO.  15  Gold-8t.  Conner  of  Piatt,  New  York 
City. 

Any  communication  by  mail  directed  to  the  of- 
fice or  Factory  (West  Sleriden,  Ct.,)  will  meet 
with  prompt  attention. 


For  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  bore  and  20  inches  stroke  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
-     itiu-  Paterson,  New  Jersey, 

jul.l4  29  tf.J  or  74  Broadway,  New  York. 


NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned: — 

ENLARGEMENT  OF  ERIE  CANAL— WESTERN 
DIVISION. 

Sealed  proposals  will  be  received  at  the^En- 
gineer's  Office  in  the  city  of  Buflalo,  until  the  1st 
day  of  September  next,  at  10  o'clock,  a.  m.  lor  the 
following  described  work  between  Tonawanda  and 
Black  Rock*- 

Section  360,  with  penalty  in  bond  ot.. $14,000. 

„      361,     „  „         „       „      „        20,000. 

„       362,     „  „         „       „      „        17,200. 

,,       363, ,      „        10.000. 

II       364,     ,,  „         „       ,,      ,,  9,800. 

„      365,     „         „        „      „      „       10,600. 

„      366,     „  „         „       „      „        15,800. 

,1       367,     , „      „        12,000. 

Guard  Lock  and  Section  at  Black  Rock. . .  14,000. 

Waste  Weir  on  Section  360 600. 

Culvert  on  Section  862 600. 

Bridge  Abutments  on  Section  860  to  Lock 

Section  inclusive 2,000. 

The  above  work  to  be  completed  by  the  first  of 
April,  1867. 

Sealed  proposals  will  bo  received  at  the  En- 
gineer's Office  in  the  city  of  Rochester  until  the 
4th  day  of  September  next,  at  10  o'clock  a.  m., 
for  the  following  described  work  between  Roches- 
ter and  Spencerport; — 

Section  266,  with  a  penalty  in  bond  of.  S7,600. 

II       267,  ,,  „  „  ■„  „  8,600. 

II       208,  „  „  „  „  „  6,700. 

269,  „  „  „  „  „  6,100. 

270,  „  „  „  „  „  6,500. 

271,  „  „  „  „  ,„  6,200. 

272,  „  „  „  „  „  6,600. 

273,  „  „  ,,  „  „  7,200. 
2/4,  ,,  ,,  ,,  „  „  4,200. 
275,  „  „  „  „  „  10,200. 

Culverts  on  Sections  266  and  276,  both  in- 
clusive do.  do 3,500. 

Bridge  Abutments  on  Sections  266  to  Sec- 
tion 270  both  inclusive 3,000. 

Bridge  Abutments  on  Sections  271  to  Sec- 
tion 275  both  inclusive 2,000. 

The  above  work  to  be  completed  by  April  1st, 
1856. 

MIDDLE  DIVISION.  '  >  / 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  the 
7th  day  of  September  next  at  10  o'clock  in  the 
forenoon  for  the  following  described  work  : — 

Section  135,  with  penalty  in  bond  of . . . .  S5,400' 

II         loD,      ,,  ,,  ,,      „         ,,....     t),ZOU- 

1)  loi ,  ,,  ,,  ,,  „  ,,  ....  o,100- 
II  loo,  ,,  „  ,,  ,,  ,,...,  4,100' 
;i      139,     „         „        „     , 4,700- 

II        14U,      ,,            ,,           ,,      ,,        ,,....  4,UuO- 

II        ^**i      II            II           11      II        I)  •  •  •  •  OjZUU- 

II        ■'^^i      II            II           11      II        II  ••••  o,7U0- 

II       l*"i     11          II         II     II       II  ••••  6,100. 

II        144,      ,,            ,,           ,,      ,,        ,,...,  4,oU0. 

II        140,     ,,           ,,          ,,     ,,        ,,....  4,700- 

11       I°"i     II          11         II     II       1 3,200. 

II       *"»,     ,,          .,         ,,     ,,       ,,....  4,000, 
Culverts  on  Sections  135,  136,  187,  138 

and  139 4,600. 

Culverts  ou  Sections  141,  144,  145,  146, 

147,  148,  149 4,600. 

Bridge  Abutments    on   Sections  136,  136, 

137,  140,  143  and  145 3,600. 

Waste  Weir  at  Cowassalon  Creek 800. 

Dam  and  Guard  Gate  do.  do 600. 

The  above  work  to  be  completed  April  Ist, 
1866. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work ;  and  no  proposition  not  tiius 


II 
II 
II 

;i 
II 
II 


defined  will  be  received  or  acted  upon ;  and  no 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteiested  in  any  contract 
that  may  be  made  in  pjrsuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  sUiteraents  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty- 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate uf  the  Supervisior  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  of  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner^until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

in  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  bare  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  thtf  materi- 
als, apd  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhijjiled  at  the 
letting. 

The  pel  sons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonda 
will  be  ready  for  ezamiDation  at  the  several  places 
specified  in  this  notice,  ten  days  previouii  to  the 
times  specified  for  the  several  lettings. 

Dated  at  AasANY,  August  Ist,  1864. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     \  Canal  Comm'n. 

CORNELIUS  GARDINIER,) 

JAMES  M.  COOK.  Comptroller. 

JOHN  T.  CLABE,  SUte  Eng.  and  Suryeyor. 
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will  be  an  unhealthy  one.     When  the  people  of  every  one  who  has  invested  in  securities  is  to  c*»- 


Ohio  shall  have  completed  the  lines  they  have  in 
progress,  and  which  will  give  that  State  something 
over  three  thousand  miles  of  railroads,  the  dictate 
of  wisdom  will  be  to  stop  the  construction  of  new 
ones,  for  the  present.  Money  will  be  better  ex- 
pended in  other  directions ;  the  same  may  be  said 
of  other  States.  The  present  necessity  will  pre- 
vent the  construction  in  Ohio  of  all  roads  that  are 
not  called  for,  and  thus  compel  the  people  to  act 
in  harmony  with  their  trite  interests.  Such  being 
the  result,  the  present  state  of  affairs  is  not  to  be 
regretted,  though  it  may  add  largely  to  the  cost  of 
some  of  the  unfinished  works. 

There  is  no  one  tendency  in  the  progress  of  our 
railroads  which  is  regarded  with  greater  distrust 
than  the  disposition  to  construct  competiiig  lines ; 
yet  with  a  healthy  sentiment  on  the  part  of  capi- 
talists there  is  little  cause  for  such  fears.  Every 
body  would  like  to  have  a  railroad  running  by  his 
own  door ;  yet,  however  strong  this  desire  may  be, 
the  number  is  few  who  would  take  stock  in  such  a 


/imerican  Railroad  Jonrnal. 


PoBLiSHBD  BT  }.  H.  SCHULTZ  A  00.,  No.  9  Spkdob  bt. 


Satardajr,  Aaffust  19t  1854. 
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••  The  Railroad  Maml 

There  is  a  great  deal  said  about  the  "Railway 
mania"  which  has  been  prevailing  in  this  country, 
as  if  these  works  had  been  pushed  to  an  extravag- 
ant extent,  or  that  it  is  time  that  a  stop  should  be 
put  to  their  further  construction. 

That  there  has  been  an  extravagant  number  of 
projects  brought  before  the  public,  and  lines  laid 
down  on  paper,  which  if  carried  out,  would  be 
nuDOQs  to  their  projectors,  and  highly  detrimental 
to  the  public  interests,  we  freely  admit.  Indeed, 
we  look  upon  the  discredit  thrown  upon  railroad 
aecnrities,  and  railroad  projects,  and  the  conse- 
quent check  which  they  have  suffered,  as  a  most 
fortunate  circumstance  to  the  holders  of  railway 
property. 

We  cannot  always  move  successfully  in  one  di- 
rection. If  railroads  have  absorbed  paramount 
attention  for  several  years,  a  pause  should  be  al- 
lowed for  other  interests  and  other  enterprizea  to 
assert  their  claims  ^  otherwise  our  development 


servatism,  and  he  naturally  feels  a  hostility  to  every 
thing  new,  whether  there  may  be  any  grounds  for 
this  hostility  or  not. 

We  think  this  view  of  the  case  will  tend  to  quiet 
apprehension  as  to  the  danger  of  rival  works.  Wa 
have  no  doubt  it  is  confirmed  by  the  experience 
of  those  who  have  attempted  to  raise  money  for 
such.  Three  or  four  years  ago,  a  man  could  hard- 
ly eome  from  Ohio  to  raise  money  for  a  railroad, 
without  meeting  encouragement  from  every  quar- 
ter. Those  who  did  not  wish  to  buy  his  securities, 
wished  him  well,  for  the  f;enerai  good  to  be  ac- 
complished by  his  road.  The  interests  of  the  rail- 
road companies,  and  the  commercial  and  moneta- 
ry communities,  were  regarded  a.s  entirely  hamm- 
nious.  Now,  there  is  hardly  a  person  in  any  ef 
the  eastern  cities  that  has  not  silockx  and  bonds  in 
Western  railroads.  A  new  project  is  at  once  loolced 
upon  with  suspicious  eyes,  as  its  accomplishment 
Bsay  render  worthless  older  ones,  and  the  uew 
comer  finds  himself  an  unwelcome  visitor  to  th« 


work  which  they  did  not  believe  vo\\\A  pay.  But  i  temples  of  Mammon,  and  is  politely  bowed  out, 
no  rival  road  can  be  constructed  where  the  com-  j  where  his  pi-edecfssor  only  a  year  or  two  previous, 
pany  will  not  be  compelled  to  come  east  for  a  con-  jwas  most  aflectiouately  received, 
siderable  portion  of  its  cost.  If  rival  roads  are^  Circumstances,  and  with  them  the  opinions  o/^ 
built,  therefore,  they  will  be  built  by  tlie  capUcUist,  | people,  have  changed.  The  present  stringency  ia 
whose  interests  of  all  others  are  most  to  be  pre- '  money  matters  has  helped  to  confirm  this  change, 
Judiced.  It  depends  upon  this  class  of  our  citizens  and  this  is  the  reason  why  we  have  welcomed  it. 
to  say,  whether  rival  roads  shall  be  built  or  not.  The  construction  of  railroads  is  stopped  per  forot. 
And  no  matter  how  many  rival  roads  have  been  and  during  the  interregntifn,  time  is  allowed  for 
proposed.  Their  projectors,  and  the  public,  will  reflection,  and  for  the  conservative  sentiment  of 
find  that  such  roads  cannot  be  built.    Experience  the  country  to  assert  itself. 

will  show  that  we  have  less  to  fear  from  thiS:  We  are  not  in  present  danger,  therefore,  of  rivdl 
source  than  was  expected,  and  that  just  in  propor- ' roads.  While  this  is  true,  wo  do  not  think  that 
tion  as  the  railroad  system  expands,  does  it  be-  for  the  last  five  years  we  have  built  in  the  aggre- 


come  the  more  difficult  for  any  project  having  a 
rival  look,  to  succeed.  A  new  railroad  is  started 
in  Western  New  York,  or  in  Ohio,  or  Indiana,  for 
instance,  the  projectors  of  which  in  dne  time  come 
to  New  York  for  inoney.  The  first  inquiry  of  the 
parties  to  whom  the  scheme  is  unfolded,  is,  "how 
will  it  affect  the  projects  in  which  I  am  interested, 
or  those    for   which    I  have  acted  as  agent,  or 


the  answer,  or  conviction  be  favorable,  still  the 
third  party  to  whom  the  proposed  loan  may  be 
offered  for  invesimunt,  may  entertain  a  different 
opinion,  and  refuse  to  touch  it.    The  tendency  of 


gate,  too  many  roads,  for  the  public  good.  We  may 
have  built  roads  where  their  slocks  may  not  be  im- 
mediately  remunerative,  bat  which  were  proper 
to  be  built,  notwithstanding.  We  make  a  wide 
distinction  between  the  stttcks  and  bonds  d 
railroads,  for  the  mostobvious  reasons.  The  stock- 
holders in  a  road,  living  upon  its  line,  may  be  re- 
paid the  first  year,  all  their  contributions  to  it,  by 


which  I  have  recommended  to  my  friends."    If  the  increased  value  of  their  property.     The  valMe 


of  such  stock,  therefore,  becomes  really  a  matter 
of  secondary  consideration  to  such  owners.  The 
purchaser  of  securities,  on  the  other  hand,  detires 
no  such  incidental  advantage,  and  if  his  security 
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^  tinkB  In  ralne,  he  loses  in  an  eqnal  degree.  In 
looking  at  the  question  as  to  wtiether  the  con- 
struction of  railroads  in  this  country  has  been 
oyerdoue,  the  answer  may  be  found  in  the  fact, 
;  whether  companies  can,  or  cannot,  pay  the  inter- 
est in  their  iniebUdness;  for  if  this  can  be  done 
in  all  cases,  we  think  the  question  may  fairly  be 
answered  in  the  negative. 

We  regard  it  as  certain  that  not  only  are  our 
railroad  companies  entirtly  able  to  meet  their 
liabilities,  but  that  our  new  works  will  in  the  ag-  j 
gregate,  earn  a  fair  rate  of  interest  on  their  cost, 
and  that  in  a  great  many  cases,  dividends  will  be 
earned  and  paid  on  stock,  larger  than  the  interest 
paid  on  their  liabilities.      As  stated  in  a  previous 
number  of  the  Journal,  the  hypothesis  upon  which 
railroads  have  been  built  has  not  been  invalidated. 
Our  railroads  are  doing  all  that  was  claimed  for 
them.    But  the  rapid  increase  in  their  construc- 
tion accounts,  consequent  upon  an  equally  rapid 
increase  of  business,  compels  companies  to  use 
earnings  in  construction,  which  in  an  easy  money 
market  would  be  paid  in  dividends.      But  the  ex- 
isting state  of  things  will  soon  change  for  the 
better,  the  relations  between  the  abundance  of 
capital  and  the  demand  for  it,  be  restored,  and  the 
parties  who  have  invested  in  railroads  will  get  just 
Mrhat  they  supposed  they  were  getting. 

We  think  on  the  whole  that  the  progress  of  rail- 
roads in  this  country  has  been  a  healthy  one 
There  are  exceptions  undoubtedly,  but  the  rule  is 
as  stated.    Such  being  the  fact  it  is  plain  to  see 
that  we  bare  only  commenced  the  construction  of 
these  works-     If  the  railway  be  a  good  thing  for 
Ohio,  Indiana,  and  Illinois,  it  is  equally  gocd  for 
Kentucky,  Tennessee,  and  Mississippi ; — yet  where 
the  former  States  have  thousands  of  miles,  the  lat- 
ter hardly  have  hundreds.    The  railway  bears  a 
certain  relation  to  the  wants  of  every  section  of 
the  country.   When  these  wants  are  supplied,  their 
construction  will  cease,  as  it  has  in  New  Eng- 
land, in  portions  of  New  York,  and  other  States. 
Ther  ise  just  as  good  rea.son  why  tlie  States  with- 
out railroads  should  enter  vigorously  upon  their 
construction,  provided  the  money  can  be  obtained, 
as  at  any  former  period,  s  •        .  \  -.  , . 

Neither  the  value  nor  the   productiveness  of 
these  works  have  been  over-stated.    Commerce 
and  manufacturing  are  no  less  legitimate  pursuits 
because   at  particular   times   they  appear  to  be 
overdone.     The  tendency  of  every  department  of 
industry  and  enterprize  is  to  excess,  a  tendency 
which  can  only  be  corrected  by  the  action  of  othei- 
laws.      Such  a  check  have  railroads  received,  yet 
there  is  not  a  doubt  that  a  greater  numt)er  of 
miles  will  be  constructed  in  the  next,  than  have 
been  within  the  last  five  years  ;  neither  is  there  a 
doubt  that  railroad  securities  will  soon  be  in  as 
active  demand  as  they  have  been.     The  excesses, 
caprices,  or  the  misconduct  of  a  day,  are  not  go- 
ing to  subvert  a  general  law,  nor  render  legitimate 
enterprize  less  productive,  nor  prevent  the  use  of 
the  most  potent  agency  ever  yet  employed  in  ad- 
vancing man's  social,  moral  and  material  good. 

So  much  for  what  railroads  are  in  themselves. 
What  is  to  be  said  of  them  when  we  come  to  the 
results  they  have  accomplished  ?  Every  railroad 
built  has  added  more  than  fivefold  its  cost  to  the 
value  of  the  property  of  the  country.  What  other 
investment  has  done  the  same  ?  They  have  in- 
creased the  internal  commerce  of  the  country  in 


an  equal  degree.     The  merchant  owes  his  wealth! 
and  business  to  them  ;  the  manufacturer  the  de- 1 
mand  that  exists  for  his  wares ;  the  farmer  the 
extraordinary  price  he  is  getting  for  everything 
he  can  raise ;  the  foreign  trade  of  the  country, 
the  extraordinary  impulse  it  has  received  within 
the  past  five  years.     It  is  the  railroad  that  has 
filled  to  overflowing  the  national  treasury.    It  is 
the  railroad  that  is  attracting  nearly  half  a  mil- 
lion of  emigrants  annually  to  our  shores,  and  who 
at  once  become  co-laborers  to  our  greatness.  Who 
has  a  ri^ht  to  complain  if  these  works  have  come 
in  for  a  lion's  share  of  our  capital  ?    Not  the  mer- 
chant, nor  the  manufacturers,  nor  the  artisan,  nor 
the  farmer,  to  the  advantage  of  all  of  whom  rail- 
roads have  contributed  in   an  eminent  degree. 
None  vrill  complain,  as  soon  as  a  harmony  between 
the  difierent  departments  of  industry  of  the  coun- 
try shall  become  restored. 

In  building  their  Railroads  our  people    have 
done  well.    For  the  same  reasons  wc  have  built 
them,we'8ha11  continue   to  do  so  hardly  witiiout 
perceptible  pause,  till  we  have  an  aggregate  of 
50,000  miles,  which  will  be  only  about  1,600  miles 
to  a  State.    Such  being  the  facts  the  efforts  of 
every  one  should  be  exerted  to  restrain  the  ten- 
dency to  excess  in  periods  of  great  apparent  pros- 
perity ,  and  to  sustain  confidence  in  these  works 
in  til   js  of  despondency.    Railroads  are  like  every 
I  eveiy  thing  else.     They  are  not  the  sole  good  when 
everything  goes  prosperously ;  nor  the  sole  tvil 
when  the    reverse  is  the  case.    They    are  just 
as  valuable  as  they  were  two  years  ago.    Invest- 
ments in  them  may  be  made  with   much  greater 
safety.   The  existing  state  of  affairs  will  turn  atten- 
tion to  their  management,  a  result  which  could  be 
effectually  secured  in  no  other  manner,  and   will 
lead  to  the  adoption  of  an  econouiical  and  respon- 
sible system  of  management  such  as  will  render  them 
productive.     "Hard  Times"  have  put  all  our  Com- 
panies to  a  good  school,  which  continued  prosper- 
ity never  would  have  done.     There  is  therefore 
nothing  to  regret  in  the  present  state  of  popular 
opinion  in  reference  to  these  works.    It  is  not  to 
be  regretted   that  we  have  built   tlie  roads  we 
have.    It  is  the  timid  whose  vision  is  bounded  by 
the  circle  of  the  day,  who  loses   confidence  and 
courage.    The  principle  upon  which  we  have  been 
acting  is  a  correct  one,  and  not  withstanding  oc- 
casional abberations   from    it,  i*,  will  in   the  end 
bring  us  to  a  safe  conclusion. 


Western  and  Atlantic  Railroad,  6ta. 

James  F.  Cooper,  Superintendent,  has  laid  be- 
fore the  Governor  a  report  of  the  Earnings  and 
expenditures  of  the  Western  and  Atlantic  Railroad 
for  the  1st  and  2d  Quarters  of  1854.  from  January 
1st  to  June  30th,  1854. 


MONTHS.    EARNINGS 


January....   47,082  80 
February...  61,690  82 

March 71,681  42 

April 03,762  11 

May ,.  44,622  59 

June 39,664  42 


EXPENDITURES. 
Working  and  On  alloth- 


Amounfg  to  318,402  16 
Same  period 
in  1853... 238,11 6  58 


maintaining 
Road. 

19,498  52 
21,268  34 
22,530  52 
32,927  01 
15,124  78 
18,732  04 

130,081  08 
186,460  41 


er  Ac 
counts 
18,965  25 
13,097  27 
32,679  43 
47,644  64 
26;866  40 
20.683  16 


159,935  04 
219,495  36 


Difibrence. ..  80,286  58      26,879  83      59,500  83 


To  the  Editor  of  the  American  Railroad  JoanaL 

London,  July  13,  1864. 
SiRj  We  have  a  very  strong  opinion,  and  have 
already  to  yon  mentioned  verbally,  that  many  oi 
the  American  Railroads  have  fallen  into  an  unfor- 
tunate line  of  policy,  in  loading  their  roads  with 
such  large  amounts  of  absolute  debt,  and  that  bad 
and  wasteful  as  the  English  railway  has  been,  we 
have  at  least  a  great  advantage  in  having  general- 
ly adopted  the  plan  of  a  comparatively  small 
bonded  debt,  and  of  preferential  stock  for  so  much 
money  as  may  be  needed  beyond  the  aggregate 
amount  of  bonded  debt  and  common  share  capital. 
English  Railway  Companies  have  very  general- 
ly three  classes  of  capital ;  1st  Common  stock  with 
no  liability  attached,  which  is  simple  partnership, 
2nd.    Preferential  stock,  which  gives  a  continual 
claim  on  revenue,  but  none  upon  capital— the  di 
vidend  has  to  be  provided  as  agreed,  bnt  there  is 
no  periodical  financiering;  no  further  trouble  on  this 
account — the  money  once  raised  is  raised  forever; 
3d.  The  bonded  debt  which  is  limited  by  Act  of 
Parliament  to  one  third  of  the  aggregate  share 
capital.     This  attaches  as  a  liability  on  both  capi- 
tal and  revenue  account;  the  interest  mast  be  paid 
out  of  the  revenue  as  it  falls  due.     The  bonds  fall 
due  from  time  to  time,  and  the  company  must  keep 
redeeming,  but  they  are  greatly  facilitated  in  this 
by  the  system  of  taking  up  money  just  as  they 
want  it,  and  so  making  their  bonds  keep  due   at 
many  various  dates  and  not  a  great  lump   at  one 
and  the  same  date. 

By  this  means  the  English  Companies  insure  to 
their  bonds  generally  a  high  character  as  a  secur- 
ity, and  thereby  prevent  any  material  fluctuation 
in  their  value,  and  they  aie  always  sought  after  at 
rates  of  4  to  6  per  cent,  according  to  the  state  of 
the  money  market.  They  suffer  no  discounts,  nor 
loss  in  their  flnanceiring.  The  risk  of  fluctuation 
in  the  price  of  the  preferential  shares  is  no  con- 
cern of  the  company,  it  is  all  borne  by  the  indi- 
vidual proprietors.  .  :^.>iT-  • 

But  how  unhappy  the  position  of  many  of  the 
American  Companies.    They  issue  flrst-class  bonds; 
even  they  fluctuate  seriously  ;  but  let    that  pass, 
only  that  it  is  a  misfortune  that  they  fall  due  in 
such  ma.<tses  on  one  day   and   go  in   such   great 
lumps   to  great  contractors,   whose  flounderings, 
when  they  made  a  mistake,  do  untold  mischief  to 
the  Companies  concerned.    But  they  issue  also  se- 
cond class  bonds  just  where  English  Companies 
issue  preference  stock.     Well,  they  raise  this  mon- 
ey at  serious  cost,  but  the  work  is  not  done  with  ; 
slowly  but  surely  the  bond\  mature  and  come  due; 
a  lowering  cloud  depresses  the  Company's  stock; 
perhaps  the  money  market  is  tight ;  the  stock  suf- 
fers its  own  natural  depreciation,  but  it  suffers 
doubly  because  of  the  incubus  of  th«  debt  coming 
due.    The  question  comes,  how  will  the  Company 
raise  the  money  f     Second-class  securities  are   at 
great  discount,  what  will  be  done  1     Will  the  re- 
venue bear  the  loss,  and  if  so,  where  will  the  next 
dividend  be,  and  so  forth.     The  New  York  Stock 
market  groans  under  the  weight  of  this  system  of 
financeiriug,  and  well  it  may,  for  in  «ome  Compan- 
ies it  renders  any  approximate  valuation  of  the  or- 
dinary stock  quite  impossible. 

§fpreference  stock,  we  have  various  sorts  for 
varying  tastes.  Some  with  fixed  perpetual  divi- 
dends ;  some  with  fixed  dividends  with  a  right  to 
the  proprietor,  either  at  any  time,  or  until  some 
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given  period,  to  convert  his  preference  shares  into 
common  stock ;  some  with  a  fixed  dividend  as  a 
minimum,  and  a  right,  without  abandoning  their 
minimum  rate,  to  take  a  higher  dividend  if  it  arise 
on  the  ordinary  stock.  Some  with  a  tempting 
fixed  interest  for  a  few  years  and  a  reduced  rate 
tflerwards ;  some  with  a  right  of  redemption  by 
the  Company  at  a  fixed  price.  These  are  all 
points  of  detail — the  great  point  we  insist  on  is  the 
advantage  and  soundness  of  the  principle  of  rais- 
ing the  money  this  way  and  for  ever,  instead  of 
the  plague  of  borrowing  and  re-borrowing  upon 
second-class  bonds.  -,    ". 

Yours  truly, 
HESELTINE  &  POWELL. 

We  do  not  think  there  is  so  much  difference  be- 
tween the  English  and  American  mode  of  raising 
money  for  railway  purposes,  as  appears  upon  the 
lurface  ;  neither  do  we  see  any  advantage  gained 
by  issuing  preferred  stock,  except  that  it  avoids 
the  necessity  of  eventual  payment  of  the  money 
raised.  An  English  company  when  in  want  of 
money  issues  preferred  stock ;  an  American,  bonds 
secured  by  mortgage  of  the  road,  or  not,  as  the 
company  and  purchaser  may  agree.  Both  the 
preferred  stock  and  bonds  take  precedence  of  the 
common  stock  in  English  railways,  and  of  the  en- 
tire stock  in  American,  and  the  charges  of  both 
are  defrayed  from  earnings.  ..--v  -  >  • 

In  07U  case  there  is  an  agreement  to  pay  perpe- 
tual dividends ;  in  the  other,  a  certain  rate  of  in- 
terest ;  and  the  principal  at  a  future  day.  We 
think  that  in  this  market,  preferred  stock  would  be 
subject  to  greater  fiuctuations,  than  bonds,  and 
would  not  be  so  readily  taken  by  the  public.  We 
are  satisfied  that  a  seven  per  cent,  bond  issued  by  a 
railroad  company  would  command  ten  per  cent. 
more  iha,u&  preferred  stock  carrying  the  same  rate 
bf  interest,  and  equally  well  secured.  The 
reason  of  this  great  difference  in  the  market  value 
of  the  two  may  be  owing  to  the  practice  of  our 
companies,  in  issuing  bonds  instead  of  stock. 

There  appears  to  be  some  advantage  of  having 
in  every  country,  a  fund  paying  perpetui^lly  a 
certain  income,  in  which  persons  or  institutions 
can  invest,  without  having  their  incomes  subject  to 
diminution,  or  to  the  necessity  of  re-investments. 
But  the  creation  of  such  funds  is  against  the  ha- 
bita  and  ideas  of  our  people.  When  the  General 
Government  borrows  money,  it  is  for  a  stipulated 
time,  and  at  a  stipulated  rate  of  interest.  The 
English  Government  has  taken  advantage  of  its 
high  credit,  and  the  great  abundance  of  money  to 
reduce  the  rate  of  interest  on  its  national  debt.  The 
United  States  cannot  force  its  creditors  to  receive 
their  pay  till  the  money,  by  agreement,  falls  due. 
Though  it  has,  within  a  few  years  past,  redeemed 
a  large  amount  of  its  outstanding  bonds,  it  had  to 
pay  an  advance  of  21  per  cent.  All  the  dubts  of 
the  State  Governments,  are  payable  upon  a  day 
certain,  and  we  know  of  not  one  which  presumes 
to  pay  at  all,  that  does  not  discharge  its  liabilities  as 
tbey  mature..  The  policy  of  paying  off  the  StaU 
debts  has  been  the  settled  policy  of  our  people,  so 
that  at  any  amendments  of  the  Constitution  of  the 
several  States,  which  usually  occur  about  once  in 
10  years,  to  accommodate  their  organic  laws  to 
their  altered  condition,  or  ideas,clause8  are  inserted 
almost  without  exception,  providing  for  the  pay- 
ment of  the  old  indebtedness,  and  forbidding  the 


prefer    to   change   their   plnces    with    others  less 
favored,  than  to  receive  their  money  back  again. 

Self>AdJa«tluK    R«l|wa>   Sign*!. 

One  of  the  principal  causes  of  accidents  on  Rail- 
roads, by  which  numerous  lives  are  lost,  and  pro- 
perty of  enormous  value  destroyed,  is  found  in 
the  defective  system  ofsignals  usedatdrawbridgea 
switches,  railroad  crossings  and  other  places  of 
danger.  The  unexpected  approach  of  a  train  of- 
ten times  bewilders  the  mind  of  the  signal  man  t« 
such  a  degree,  that,  scarcely  conscious  of  what  he 
is  doing,  he  shows  the  signal  of  safety  when  the 
emergency  requires  that  the  signal  of  danger, 
to  be  exhibited;  and  so  the  train,  which 
should  have  been  stopped,  goes  thundering  on  its 
way,  and  is  precipitated  into  the  water,  or  thrown 
from  the  track,  or  forced  into  collision  with  an- 
other train. 

Occurrences  of  this  nature  have  been  bo  fre- 
quent and  the  impression  produced  by  them,  OB 
the  public  mind,  so  iadeHble,  as  to  render  It  unne- 
cessary  in  this  cozmection  to  refer  to  any  parties- 
lar  instance.  "      :' ;  '     '^    ''^  -  V' 


creation  of  fieic.  We  refer  to  this  fact  merely  to 
show  the  habits  of  our  people,  and  in  explanation 
of  the  reason  why  perpetual  funds  are  net  en- 
couraged. They  do  not  like  to  bind  themselves, 
and  their  descendants  to  a  perpetual  obligation, 
but  prefer  to  have  the  privilege  of  reclaiming 
their  money  for  re- investment  in  something  which, 
in  their  opinion,  promises  to  pay  better. 

We  have  spoken  of  the  halnts  of  our  own  peo- 
ple, without  expressing  any  preference  for  them. 
The  English  method  may  be  a  better  one.  We 
have,  however,  always  urged  a  course,  the  ten- 
dency of  which  would  be  to  put  all  investments  in 
our  railro&d  on  the  sam^  footing;  which  is  to 
make  the  indebtedness  of  all  companies  converti- 
ble into  their  stock.  When  the  cost  of  a  railroad 
is  represented  by  stock,  its  affairs  will  be  much 
better  looked  after  than  when  the  stockholders, 
who  are  the  managers,  represent  a  mere  fraction 
of  its  cost.  The  reason  is  too  obvious  to  require 
further  remark.  Where  there  are  numerous  inter- 
ests, all  of  a  different  character,  some  one  of  them 
is  pretty  sure  to  suffer.     At  any  rate,  such  is  the 

experience  in  this  country.    Where  there  are  dil-       Another  prominent  defect  in  the  present  system 
ferent  interests,  distinct  sets  of  accounts  may  hc'-e  oi  signals,  is  the  shortness  of  the  distance  at  which 


to  be  kept,  the  adjustment  of  which  often  gives 
rise  to  litif^^tion,  which  of  itself  not  unfrequently 
proves  ruinous  tc  the  parties  concerned. 
The  tenden.  -^  of  the  public  .sentiment  w'ich  in  this 
country  constqu  Xtj,  'i  toward  s;iu;>'.iiication,  and 
we  may  say,  toward  gou... .Miration,  avoids  as  far 
as  possible,  all  preferences.  If  success  be  the 
test  of  the  wisdom  of  any  particular  policy,  cer- 
tainly the  experience  of  our  people  is  entitled  to 
great  weight.  From  a  careful  examination  of  the 
subject,  we  have  no  hesitation  in  saying  that  the 
entire  investment  in  railroads  in  the  United  States, 
is  paying  at  least  six  per  cent,  on  its  cost  and  will 
do  so  for  the  next  five  ye  ars,  and  we  believe  a 
much  longer  period.  What  other  country  can  show 
so  favorable  a  result  I  .=^    _,*j:,  ^  -  «.  ..• 

For  the  want  of  an  uniform  interest,  we  foresee 
that  much  trouble  will  arise  when  the  obligations 
of  railroad  companies  mature.  Take  the  case  of 
the  Erie  Railroad.  This  company  has  m<ide  three 
mortgages  upon  its  road  to  secure  three  distinct 
loans.  The  first  mortgage  bonds  are  selling  at 
110;  the  second  100  ;  and  the  last  at  84>^.  The 
two  first  loans  have  only  a  short  time  to  run,  while 
the  third  has  30  years.  As  the  second  is  to  be  paid 
out  of  the  proceeds  of  the  third,  and  as  there  can 
be  no  question  that  from  the  small  amount  of  the 
first,  it  will  be  paid  at  maturity,  the  third  then  be- 
comes Si  first  mortgage.  Taking  into  consideration 
this  fact,  the  length  of  time  it  has  to  run,  itif  in- 
terest it  pays,  its  perfect  security,  we  consider 
this"^  class  of  bonds  as  equally,  if  not  more  valua. 
ble  than  those  secured  by  ihf  first  mortgage,  which 
are  to  be  superseded  in  a  few  years.  Yet 
they  are  selling  at  a  very  low  figure,  mainly  for  the 
reason  that  the  day  of  their  eventual  payment  is 
so  far  distaLt. 

How  our  railroad  companies  are  going  to  pay 
their  liabilities  as  they  fall  due  is  not  entirely  clear. 
The  difficulties,  however,  will  resolve  themselves, 
as  we  approach  the  day  of  their  payment.  The 
cost  of  our  railroads  will  have  so  much  increased, 
that  the  first  mortgages  will  be  comparatively  small 
sums,  easily  lifted  by  those  coming  lifler  them. 
Capital  will  have  become  so  much  n^ore  abundant, 
that  the  holders  of  the  first  mortgage  will  much 


they  are  visible  from  an  advancing  train.  Partic- 
ularly is  this  the  case  where  they  approach  to  • 
draw-bridge,  or  other  place  of  danger  is  around 
curv^  Under  such  circumstances,  the  signal  can- 
not be  seen  by  the  engine  driver  until  the  train  is 
near  the  place  of  danger,  and,  as  it  someiimea 
happens,  the  speed  of  the  train  cannot  be  checked 
in  season  to  prevent  an  accident. 

The  Self-Adjasting  Railway  Signal,  recently  in* 
vented  by  Mr.  8.  L.  SPirrop.D,  the  able  Super* 
intendent  of  the  Wilmington  and  Baltimore  Rai!* 
road,  entirely  obviates  the  defects  iu  the  old  sys- 
tem of  signals.  Mr.  Spafford's  signal  can  be  at- 
tached to  any  moveable  structure,  at  a  slight  ex- 
pense, it  is  simple  in  ils  construction  and  conse- 
quently not  liable  to  get  out  of  order.  It  can  b« 
elevated  to  any  height  desired,  and  is  so  arranged 
as  to  show  the  proper  signal,  both  by  night  and 
day.  The  chief  merit  in  the  invention,  however, 
consist  in  the  absolute  impossibility  to  show  a 
wrong  signal  by  it;  a  desideratum  long  felt  by  rail- 
road men.  The  machinery  by  which  the  signal  is 
operated  is  connected  with  the  structure  to  which 
it  is  applied,  in  such  a  manner  as  to  render  it  im- 
possible to  exhibit  the  signal  of  safety  for  the  pas- 
sage of  a  train  unless  the  structure,  a  draw  for 
instance,  be  in  its  proper  place  and  securely  lodc- 
ed. 

The  circumstanc  s  which  led  to  this  invention, 
illustrates  its  importacLC  and  Tame.  Bonn  after 
Mr.  Spafford  assumed  the  office  of  Superintend- 
ent of  the  Railroad,  with  which  he  is  at  present 
connected,  a  freight  train,  running  at  night,  was 
precipitated  through  an  open  draw  into  a  river, 
causing  the  death  of  several  persons  a-.d  the  de- 
struction of  a  large  amount  of  property  Th« 
draw,  it  seems,  had  been  left  open  for  the 
passage  of  a  vessel  and  the  Bridge  Tender,  being 
fatigued,  fell  asleep.  The  noise  of  the  approach- 
ing train  suddenly  awakened  him  from  his  slum- 
ber, and  being  confused  as  was  natural  under  the 
circumstances  he  unwittingly  exhibited  the  signal 
of  safety  instead  of  the  signal  of  d<%nger  and  the 
train  went  rashic^  on  to  its  destracUon.  This  ac- 
cident directed  Mr.  SPArroRo's  attention  to  the  oa. 
oesaity  of  baring  a  system  ofsignals,  which  ahvokl 
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be  entirely  independent  of  any  human  being  and, 
|^wh<cb,  at  the  same  time  should  bo  in  all  respects 

reliable.  After  much  reflection  on  the  subject  he 
•acceded  in  producing  the  Self-Adjusting  Railway 
signal,  which  was  immediately  introduced  into 
use  on  the  Philadelphia,  Wilmington  and  Balti- 
more Railroad  where  it  has  been  subjected  to  the 
severest  test  for  the  last  eight  months  and  proved 
itself  admirably  adapted  for  the  purpose  to  which 
it  is  intended. 

A  due  regard  for  the  safety  of  passengers  and  a  pni- 
dent  management  of  the  property  entrusted  to  their 
care  should  induce  the  Directors  of  every  railroad 
ia  the  country  to  iavestigate  the  merits  of  this  in- 
vention, and,  if  satisfied  with  its  operation,  to  in- 
troduce it  at  once  into  use  on  their  respective 
Roads.  Such  a  course  would  go  far  towards  re- 
storing that  confidence  in  the  safety  of  travelling 
by  Railroads,  which  the  numerous  accidents  that 
have  recently  occurred  at  Draw-Bridges,  Switches 
and  Railroad  crossings,  have  tended  to  impair. 
Hereafter  the  excuse,  that  the  signal-men  exhibit- 
ed the  wrong  signal  and  thus  caused  a  frightful 
accident  will  not  exculpate  the  managers  of  any 
Railroad  from  the  charge  of  gross  carelessness  and 
neglect  in  not  guarding  against  the  possibility  of 
such  an  occurrence.  A  model  of  the  invention 
Ulostrating  the  operation  of  the  signal  can  be  seen 
by  persons  interested  in  the  subject,  at  the  oCBce 
of  D.P.  Halc,  Esq.,  No.  1  Nassau  street. 
?;^^;      ..  FRANKLIN    E.  FELTON. 

We  learn  that  the  detailed  statement  of  the 
above  invention  illustrated  by  suitable  drawings 
is  in  course  of  preparation,  and  which,  in  due  tuue, 
•will  be  laid  before  the  public. 


T.  ••    i         CFor  the  American  Railroad  JoumaL) 
»..♦,,.'.  C»r  Ventilation. 

It  is  gratifying,  I  doubt  not,  to  the  readers  of 
the  Journal  to  see  car  ventilation  regarded  as 
properly  one  of  the  great  questions  of  inquiry  in 
relation  to  railway    travel.     Ventilation,   which 
simply  implies  a  substitution  of  pure  air  for  the 
Titiated,  as  the  latter  is  withdrawn,  and   which  is 
easy  of  accomplishment  in  most  other  cases,  is  at 
once  a  diflficult  and  an  important  problem  in  res- 
pect to  passenger  cars.     To  draw  off  air  loaded 
with  one  kind  of  impurity  and  replace  it  with 
that  which  is  charged  with  a  grosser  kind,  though 
a  species  of  ventilation  both  easy  and  common 
in  cars,  is  in  fact  the  very  thing  to  be  obviated 
by  such  a  substitute  as  shall  solve  the  problem  of 
a  pure  air  ventilation.     In  the  way   of  definition 
therefore,  "  car  ventilation,"  like  all  other  saloon 
ventilation,  may  be  understood  to  mean  the  con- 
tinuous subslitution  of  pure  air  in  place  of  vitia- 
ted air  withdrawn.    The  ventilation   is   the  more 
perfect  as  the  air  passes  the  more  directly  from 
each  individual,  towards  the   exhausting  aperture 
without  re-use.     It  is  obvious  that  the   air  with 
which  the  cars  are  filled  before  starting,   begins 
after,  to  pass   off  by  the  exhausting  force   on  the 
apertures  above,  and  they  must  in  ordinary  venti- 
lation be   refilled  through  the  windows   or   their 
crevices  with  such  air  as  is  outside,  unfit  as  it  is 
for  tne  purpose.    It  is  to  feed  this   indraft  with 
pure   air  so  as  to  answer  the  considerations  of  the 
most  perfect  ventilation  that  all  efforts  for  the  ex- 
clusion of  dust,  smoke  and  cinders,  are  to  be  pri- 
marily directed. 
It  has  been  under  the  influence  of  views  like 


these  that  many  have  attempted  to  procure  a 
wholesome  car  ventilation — views  that  it  is  be- 
lieved no  one  will  controvert  or  deem  trivial. — 
Among  the  systems  set  forth  before  the  public, 
that  delineated  and  described  on  the  second  page 
of  the  Journal  cover  is  claimed  to  possess  promi- 
nent merits.  It  claims  to  take  up  the  supply  of 
air  as  far  forward  as  may  be  necessary  to  have  it 
pure,  the  system  not  being  limited  to  the  front  of 
the  baggage  car,  though  it  is  presumed  purity 
may  be  secured  at  that  point.  A  channel  to  suit 
the  computed  maximum  demand  located  where 
it  can  be  no  incumbrance  is  provided  for  its  safe 
conduct  aft.  From  this  main  conduit  over  head, 
are  leaders  to  each  window,  into  which  no  other 
than  this  pure  air  can  be  drawn.  Through  these 
the  ail  may  be  led  by  suction  as  well  as  at  the 
same  time  pushed  by  the  motion  of  the  train,  in 
any  quantity  which  the  exhaust  apertures  above 
may  be  adapted  to  drain  off. 

This  system  secures  the  following  conditions.  It 
furnishes  to  each  individual  seat  a  direct  com* 
mnnication  with  the  pure  air  supply  and  from 
each  seat  gives  the  air  a  direction  towards  the 
apertures,  thus  relieving  the  ocupants  of  every 
other  seat  from  a  second-hand  use  of  the  same 
air.  The  number  of  acting  exhaust  apertures 
may  bo  multiplied  or  diminished  at  pleasure,  or 
with  the  demands  of  the  weather  and  at  different 
points  of  the  same  train  or  car,  by  means  of  the 
registers  inserted. 

If  there  is  any  motion  in  the  external  air  the 
ventilation  proceeds  with  briskness  when  the  cars 
are  at  rest,  and  when  they  are  filled  it  always  pro- 
ceeds as  an  effect  of  warmth  tendency  upwards. 

Another  condition  fulfilled  by  this  system  is,  a 
fitness  for  all  seasons  and  temperatures  which  ad- 
vantage is  secured  by  the  ventilation  being  gov- 
ernable for  each  seat  at  its  own  window  to  suit 
the  occupants.  In  this  respect  the  case  is  the 
same  as  heretofore  and  so  indeed  in  all  respects, 
except  the  admission  of  pure  air  instead  of  the  im- 
pure. 

A  further  condition  fulfiilled  is ;  it  is  always 
right,  always  ready,  requiring  no  attendance  or 
regulation  dependent  on  the  promptness  of  em- 
ployees of  road.  It  is  self-connecting  and  self- 
parting  in  the  madcing  up  and  unmaking  of  the 
train.  All  these  conditions  offer  no  slight  advan- 
tages for  the  remedy  of  a  real  evil — advantages 
not  easy  to  be  overlooked  or  in  other  ways  provi- 
ded. There  will  not  be  wanting  those  whose  in- 
terest or  whose  prejudgement  of  the  whole  ques- 
tion, will  lead  them  to  decry  the  system  with  all 
its  ^vantages.  But  let  them  show  the  fallacy  of 
its  principles,  the  unsoundness  of  its  conclusions, 
the  futility  of  its  operation,  or  the  puerility  of  the 
object  in  view  and  these  will  be  listened  to  with 
becoming  patience.     ..•  '  t. . 

While  this  system  is  strictly  a  plan  for  pure  free 
and  plentiful  ventilation,  other  efforts  in  the  same 
direction  of  the  most  prominence  have  sought  to 
secure  the  benefits  of  ventilation,  collaterally  with 
provisions  for  getting  up  wind  for  hot  days  such 
as  may  not  be  only  admissable,  but  pleasant  dur- 
ring  the  three  summer  months.  But  this  latter  is 
an  object  aside  from  the  legitimate  sphere  of  ven- 
tilation and  belongs  rather  to  a  class  of  devices 
for  "  fanning"  passengers  in  their  seats ;  an  object 
good  in  itself— bat  not  to  be  eonfoanded  with  ne> 
ceasary  ventilation. 


These  efibrts  are  based  upon  the  tict  that  open 
car  windows  afford  a  tempting  breeze  of  which  it 
is  supposed  the  passengers  are  unwilling  to  be  de- 
prived. It  is  a  question  whether  a  very  free  vea- 
illation  of  the  usual  kind  will  not  be  more  satisfac- 
'ory.  Indeed  it  is  certain  to  be  more  so  than  a 
current  or  draft  that  you  cannot  personally  gov- 
ern or  avoid. 

In  conclusion  I  may  be  allowed  to  notice  what 
seems  to  be  a  palpable  fallacy  in  the  conclusions 
drawn  by  one  of  your  correspondents  on  this  sub- 
ject. 

Can  the  man  be  found  that  has  walked  or  can 
walk  through  a  car  directly  beneath  a  series  of 
large  blowers  delivering  each  a  blast  of  300  miles 
per  hour  1  Or  the  man  who  sits  at  a  car  window 
subjected  to  a  draft  of  30  miles  per  hour  and  con- 
demns the  ventilation  because  it  is  too  hof?  But 
to  quote  "  an  occular  demonstration"  of  this  fal- 
lacy. The  "  smoke  in  the  centre  of  the  car  in  two 
seconds  of  time  will  reach  the  window."  Four 
and  a  half  feet  in  two  seconds  of  time  is,  how  many 
miles  an  hour  1    Not  30  surely. 

C.  LANCASTER. 
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Bt.  lioalsy  Padncah.  and  IlasbTllle  Railroad 
Conn«ctlon« 

A  significant  idea  of  the  enterprising  spirit  of 
the  people  and  of  the  stability  of  St.  Louis,  may 
be  derived  from  the  fact  that  their  city,  county, 
and  private  subscriptions  to  the  railroads  west  of 
the  Mississippi  amount  to  $6,600,000,  that  the 
number  of  men  now  working  on  the  Mississippi 
Valley  Railroad— embracing  the  North  Missouri 
and  Iron  Mountain  Railroad — amounts  to  nearly 
1,000,  and  on  the  Pacific  Railroad  to  more  than 
1,000,  that  the  account  of  receipts  and  expendi- 
tures for  the  city  alone  during  the  year  ending  8th 
April,  1864,  amounts  to  $1,041,697  42,  that  the 
surplus  revenue  of  the  last  fiscal  year  amounted 
to  $37,434  20-100,  that  its  revenue  last  year  was 
$725,966  84,  and  that  the  real  estate  held  by  the 
city  in  its  own  right,  is  estimated  by  good  author- 
ity at  over  3,000,000,  while  the  whole  debt  ofthd 
city  might  be  met  by  its  own  property  independent 
of  its  revenue,  and  moreover  when  railroad  bonds 
were  falling,  and  the  tax-payers  of  the  city  and 
county  were  called  upon  to  give  additional  aid  to 
the  Pacific  railroad,  they  voted  on  the  8th  May, 
1864  to  tax  themselves  $1,200,000,  to  carry  on  the 
work  out  of  their  own  resources,  by  an  overwhelu- 
ing  majority. 

The  amount  of  aid  given  by  the  people  of  St. 
Louis  to  railroads  in  Illinois,  the  amount  of  maoa- 
facturiog  and  commercial  business  done  here, 
though  too  extensive  to  be  condensed  or  even 
shadowed  forth  in  in  this  article,  would  enlarge 
and  exalt  the  idea  of  the  enterprising  spirit  of  the 
people,  and  deepen  the  conviction  of  their  rapid 
and  continuous  prosperity,  in  wealth  and  popula- 
tion, the  number  of  inhabitants  being  acknowledg- 
ed at  present  to  be  about  120,000. 

One  of  the  lines  of  railroads  starting  from  St. 
Louis  points  toward  Paducah.  The  Belleville  and 
Illsnoistown  railroad  was  the  first  indication  that 
way.  The  original  object  of  this  road  was  to  con- 
nect St.  Louis  and  Belleville  14  miles.  We  are 
indebted  to  Mr.  A.  A.  Van  Wormer,  for  the  follow- 
ing data  of  the  present  condition  and  stage  of  pro- 
gress of  this  work. 

"  The  graduation  Of  the  whole  line  is  complete- 
Depot  at  Belleville  (which  is  brick  and  is  large 
and  Ist  class)  is  built.  The  cross  ties  are  deliver- 
ed. Two  1st  class  locomotives  and  6  platform 
cars  are  ready  and  all  on  the  track  at  the  river.— 
The  rails  and  chairs  are  ready.  The  track  laying 
will  commence  in  a  few  days,  and  it  is  confidently 
believed  that  the  road  will  be  done  in  thirty  days 
thereafter.     One  mile  and  a  half  is  already  laid" 

From  this  authority,  it  may  be  inferred  that  the 
cars  will  be  running  from  the  Mississippi  to  Belle- 
TiU«  early  in  tbe  £aU. 
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By  a  claase  in  their  charter,  the  Belleville  aoU 
Illinoistown  R.  R.  Co.  extend  their  road  to  Alton 
en  Ibe  one  side  and  Murpheysborough  on  the  oth- 
er. The  Alton  line  is  22  miles  in  length,  of  which 
the  graduation  of  18  miles  is  complete,  and  the 
remainder  will  soon  be  done. 

An  experimental  survey  has  been  made  of  the 
line  from  Belleville  to  the  Illinois  Central  R.  R. 
through  Murpheysborough,  distance  76  miles. — 
Cost  of  road  in  running  order  estimated  on  this 
survey,  is  within  S*2,000,000. 

These  two  links  with  one  on  the  Illinois  Central 
B.  B.  of  about  44  miles,  connects  St.  Louis  and 
Carlo,  which  chain  of  roads,  being  only  134  miles, 
will  draw  an  immense  amount  of  business  between 
the  north  and  south,  and  during  the  winter  sea- 
son, when  the  river  is  frozen  or  blocked  up  with 
ice  between  St.  Louis  and  the  mouth  of  tlie  Ohio, 
will  do  not  only  the  passenger  and  post  office  bus. 
iness,  but  also  the  heavy  freight  busfness  of  the 
river,  towards  and  from  New  Orleans  and  the 
whole  southern  portion  of  the  Mississippi.  Cario 
must  necessarily  be  a  point  of  great  importance, 
and  the  shortest  road  connecting  it  with  St.  Louis, 
must  pay  large  dividends  to  its  owners,  at  all  sea- 
sons, and  above  all,  in  the  winter,  and  dry  sea- 
sens. 

The  extension  of  the  Bellerille  and  Murpbeys- 
boro'  road,  in  nearly  a  direct  line,  strikes  Paduc- 
ah;  the  distance  from  its  junction  with  the  Illi- 
nois Central  R.  R.  and  Paducah  being  50  mlies, 
making  the  distance  from  the  St.  Louis  to  Paduc- 
ah 140  miles,  which  at  reasonable  railroad  speed, 
is  6  hours.  That  the  St.  Louis  and  Paducah  rail- 
roai  connection  may  be  fairly  appreciated  beyond 
even  the  local  advantages  which  are  certain  to  be 
derived  from  the  peculiarly  rich  soil  and  coal  re- 
gion through  which  the  route  runs,  it  is  proper 
here  to  present  a  view  of  the  enterprising  spirit  of 
the  people  of  Paducah,  and  to  consider  the  forces 
that  are  working  within  and  around  it,  conspiring 
in  raising  it  to  an  importance  greater  than  even 
its  good  position  might  naturally  have  gained. 

Situated  at  the  confluence  of  the  Ohio  and  Ten- 
nessee rivers,  Paducah  might  naturally  have 
gained  a  large  portion  of  the  trade  of  those  rich 
valleys;  yet  the  artificial  channels  of  trade — the 
railroad  avenus  of  wealth  around  Paducah  were 
.originally  directed  elsewhere.  The  Mobile  and 
Ohio  R.  R.  and  Illinois  Central  were  both  directed 
to  Cario ;  the  Nashville,  Louisville  and  Cincinnati 
railroads  were  also  directed  to  other  places.  Tho 
trade  of  Paducah  was  in  danger  of  being  cut  off 
on  all  sides,  when,  with  watchful  foresight,  its 
people  cast  their  eyes  on  the  Mobile  and  Ohio  rail- 
road with  a  determination  to  turn  this  horn  of 
plenty,  that  its  fraits  miglit  fall  at  their  own  doors. 
They  also  cast  their  eyes  across  the  Ohio,  up  the 
Wabash  valley  to  Vincunnes,  with  a  determina- 
tion to  control  a  good  share  of  the  resources  of 
those  fertile  fields.  They  laid  their  plans  skillful- 
ly, and  are  now  executing  them  with  boldness, 
not  only  to  defend  but  also  to  aggrandize  their 
trade.  Authentic  reports  show  tliat  they  have 
built  15  miles  of  their  road  towards  Mobile,  and 
have  a  fair  prospect  of  finishing  it  25  uiilesto 
Mayfield  this  year,  when  34  miles  more  will  com- 
plete their  connection  with  the  main  trunck  in  Ten- 
nessee. For  more  minute  data  on  the  subject  of 
this  enterprise  we  refer  to  the  last  report  of  the 
Mobile  and  Ohio  Railroad  Company  published 
herewith. 

We  will  now  present  a  business  sketch  of  Pa- 
ducah itself,  the  materials  being  furnished  at  our 
request  by  the  highest  unofficial  authority ;  and 
we  are  assured  that  the  representation  is  within 
rather  than  "beyond  the  reality.  The  sketch  is 
just  drawn,  June,  1864.  The  business  houses  o' 
Padocah  number  67 ;  46  being  dry  goods  and  gro- 
cery stores,  8  clothing,  I  hardware  and  iron,  3 
boot  and  shoe,  3  drug,  1  book  and  music,  1  China 
glass  and  Queensware,  1  horticultural  and  seed,  2 
boat  and  ship  chandlery,  2  watch  and  jewelry,  2 
fancy  and  millinery,  1  variety,  and  2  merchant 
Tailor  stores. 

The  manufactoris  are  as  follovrs :  1  lar^e  stone 
flOQiin;  mill  cApable  of  tamiiig  oat  800  bbls.  per 


day,  8  large  saw  mills  running  three  or  more  saws 
each,  2  tanneries,  one  extensive  and  run  by  steam, 
1  steam  chair  factory,  1  large  barrel  factory,  1 
pork-house.  4  furniture  manufactories,  2  saddle 
and  harness,  1  small  foundry,  4  blacksmith,  2  tin- 
nery  and  sheet  iron,  2  upholsteries,  1  carriage  fac- 
tory, t  gunsmith  shops,  1  tobacco  warehouse,  sales 
tri-weekly,  1  tobacco  stemmery,  1  tobacco  factory, 
1  boat  yard,  1  set  marine  railway  for  docking 
boats  capable  of  hauling  out  any  steamer  afloat. 

Of  other  buildings  there  arc  7  hotels,  the  St. 
Francis  built  this  last  fall  equal  to  any  in  the 
West,  2  livery  stables,  7  churches.  Old  Presbyterian, 
Methodist,  Baptist'  Episcopalean,  Cumberland 
Presbyterian,  Christian  and  Catholic ;  2  colleges, 
one  male  and  one  female,  3  primary  schools,  2 
banks,  one  tne  Commercial  Bank  of  Ky.  with  two 
branches,  Mother  Bank  at  this  place,  also  a  branch 
of  the  Bank  of  Louisville.  6  newspapers,  one  dai- 
ly, one  semi-weekly,  four  weekly,  aud  one  month- 
ly, are  published  in  Paducah.  Population  of  Pa- 
ducah, which  in  1850  by  census  report  was  only 
2,428,  is  now  estimated  at  4,000. 

From  this  business  sketch,  from  these  indica- 
tions of  the  enterprising  spirit  manifested  in  and 
around  this  place,  from  the  wellknawn  agricultu- 
ral, mineral  aud  commercial  advantages  it  enjoys 
Paducah  must  be  considered  a  point  of  rising  and 
great,  if  not  commanding  importance ;  and  one 
with  which  St.  Louis  should  bo  connected  intimate- 
ly by  packet  boats,  and  as  speedily  as  possible 
by  a  direct  railroad. 

The  argument  in  behalf  of  this  railroad  connec- 
tion is  strengthened  by  the  consideration  of  its 
rapid  extension  to  New  Orleans,  to  Mobile,  to  Sa- 
vannah and  to  Charleston.  By  the  New  Orleans, 
Jackson  and  Great  Noi  fcherh  Railroad,  and  by  the 
Mobile  &.  Ohio  Railroad,  the  connections  with 
New  Orleans  and  with  Mobile  will  be  established. 
From  Savannah  and  from  Charleston  to  Nashville, 
continuous  lines  were  opened  and  put  in  operation 
this  year,  therefore  it  is  necessary  to  obtain  only 
a  connection  with  Nashville,  in  order  to  realize  a 
complete  one  with  the  south-eastern  Atlantic  coast 
of  the  Union. 

We  have  treated  of  this  route  from  St.  Louis 
via  Paducah  to  Mayfield,  Ky.  We  will  now  sketch 
the  remainder  of  the  same  to  Nashville. 

From  May  field,  Ky,  to  Paris,  Tenn...  the  distance 
is  86  miles.  Here  a  connection  may  possibly  be 
established  with  the  Nashville  and  Northwestern 
Railroad,  and  if  not  at  Paris,  more  surely  at 
Reynoidsburgh,  on  the  bank  of  the  Tennessee 
river,  24  miles  further.  From  Reynoidsburgh,  to 
Nashville  the  distance  i8  60  miles.  This  last  link 
in  the  chain  of  railroad  connection  betweeii  St. 
Louis  and  Nashville  is  insured  for  its  completion, 
as  will  be  seen  by  reference  to  the  facts  on  this 
point  published  in  the  Western  Jourmal  and  Ci- 
vilian, vol.  9,  page  238,  and  vol.  10,  page  365.  By 
allowing  15  miles  for  deviations  along  the  route 
from  Mayfleld  to  Nashville,  120  miles,  and  adding 
the  distance  from  Puducah  to  Mayfield,  25  miles 
and  we  find  the  distance  from  Pudncah  to  Nash- 
villu  along  this  route  160  miles,  and  the  distance 
from  PaducaK" to  St.  Louis  being  140  miles.  St. 
Louis  and  Nashville  are  thus  brought  to  within 
300  mile3,  and  at  the  speed  of  30  miles  an  hour, 
to  within  10  hours  of  each  other. —  Western  Jour- 
nal. 

Indt*ii«poll>  and  Clnolnnatl  Railroadi 

The  following  figures  show  the  receipts  from 
passengers  and  freight  in  their  respective  depart- 
ments for  eight  weeks  in  the  months  of  June  and 
July.  -V 

Week  ■  "' 

ending.  Pass'rs.  Freight.  Total. 

June    8 S2,683  08      $l,6l»3  81       84,186  84 

„     10 2,480  20        1,69162        4,07182 

„     17 2:576  47         1,573  25         4,148  72 

„     24 2,693  72         1,746  25'        4,438  97 

July     1 2,095  20        1,505  12         8,600  82 

„      8 2,817  77         1,698  77         4,016  54 

„     16 1,826  67        2,412  24        4,287  81 

„    22 1,616  08        2,188  06        8,764  09 

„    28 1,668  80        1,822  84        8,682  U 


alowrAMl  af  Kallroad  Lamr. 

RAILROADS  NOT  NUISANCES. 

Bell  vs.  The  Ohio  and  Pennsylraniu  R.  R.  Co. 
Pennsylvania.   This  was  a  bill  filed  for  an  injuno  . 
tiou  against  the  Ohio  and  Pennsylvania  Railroad  \ 
Company  to  prevent  their  ere«ting  a  depot  and  run-  V 
niug  their  cars  on  the  South  Common  in  All<  ghany 
city.  A  number'Of  points  were  raised  in  the  plead- 
ings and  disposed  of  by  the  learned  Judge  befor« 
whom  the  case  was  argued ,  but  the  only  one  of  ' 
any  very  general  interest  was  the  question  whether 
the  running  of  cars  in  the  city,  and  the  using  of 
land  therein  for  railroad  buildings,  depots,  &c.,    ', 
was  a  public  nuisance  such  as  to  justify  the  inter-   ,- 
ference  of  a  Court  of  Chancery.    Upon  this  point 
we  quote  a  portion  of  the  decision  of  tin' court, 
which  was  rendered  by  Hampton,  p.  j.     He  said  :  '".• 

"What  degree  of  annoyancs  will  constitute  a 
nuisance  must  always  depend  on  the  s[>eciul  cir- 
cumstances of  the  case.    Certain  sounds  wonld  be 
considered  nuisanr/:s    by  some,    and    music   by 
others.     As,  for  instance,  the  chiming  of  church 
bells,  the  blowing  of  horns  or  trumpet*,  the  low- 
ing of  cattle,  the  sound  of  the  forge  hammer,  the 
whistle  of  the  steam  engine  and  the  sound  of  the 
fife   and  the  drum.      And  this  depends  more  or    - 
less  upon  the  proximity  or  distance  of  the  different  • 
sounds.     It  is  not  every  annoyance  that  is  action- 
able, and  more  especially  is  this  the  case  in  towns 
and  cities,  in  these  modem  times  of  progress  and 
improvement.     It  does  not  appear  here  that  the 
company  create  any  more  noise  or  confusion  than   - 
is  usual  under  similar  circumstances,  or  than  is 
unavoidable  in  carrying  on  the  business  of  their    " 
road.    To  deny  to  them,  therefore,  the  use  of  their     • 
road,  would,  in  effect,  be  to  exclude  all  railroads    ■ 
from  our  towns  and  cities,  after  these  corporations    ; 
have  chiefly  contributed  to  their  construction,— •    - 
to  debar  the  right  to  steamboats  to  land  at  our 
wharves,  to  discharge  and   receive   freight  and  - 
pa.ssengt  rs,  to  stop  the  passage  through  our  stieets    - 
of  the  hundreds  of  backs,  omnibuses,  dr^ys  and 
carts,    necessary   to   convey  freight  between  the 
outer  depots,  and  drive  them  round  the  city  lir^its, 
to  stop  all  machinery,  of  every  description,  pro- 
pelled by  steam,  to  s\op  all  public  markets  which 
produce  noise   and  disturb  the  citizens  residing  ^- 
adjacent  thereto,  and  restrain  the  use  of  coal  as 
a  fuel  because  of  the  intolerable   annoyance  oc- 
casioned by  its  smoke.  -.     ^.^:  •<.:•> 

It  should  be  borne  in  mind  that  we  live  in  an 
age  and  a  country  of  progress  and  improvement 
in  all  the  business  branches  of  life.    New  branches 
of  business  are  constantly  springing  up  on  every  • , 
hand.     The  inexhaustible  resources  and  capabili-  '. 
ties  of  the  country  arc  being  rapidly  developed  . 
by  the  ingenuity,  energy  and  enterprize   of  our 
citizens.     The  unparalleled  increase  and  improve- 
ment in  agriculture,  commerce  and  manufactures,   ^• 
demand  increased   facilities  in  travel  and  trans- 
portation.   These,  and  many  other  considerations,   .•'. 
require  the  modification   of  former  rules,  and   a 
judicious  application  of  the  expansive  principles 
of  the  common  law  to  the  altered  condition  of 
the  country  and  the  necessities  of  the  public. 

Theine  remarks  are  made  for  the  purpose  of 
showing  that  what  at  ono  time  have  been  held 
to  be  nuisances,  might  not,  and,  probably,  would 
not  be  so  considered  now.  Private  interest  and 
comfort  must  often  yield  to  public  necessity  or 
coQveoieoce.     This  we  ^prsheod  most  be  tit»  1. 
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ease  here.  If  the  company  had  authority  to  con- 
struct their  road  where  it  is,  they  are  entitled 
to  the  ordinary  and  Decessai7  uses  and  advantages 
of  their  jiositiOD,  and  would  not  be  responsible 
for  any  nnavoidable  annoyanc"  or  disturbance 
such  uses  might  cause.  To  permit  and  encourage 
them  to  build  their  road  at  a  heavy  expense,  and 
then  deny  them  the  privilege  of  using  it  for  the 
ordinary  and  necessary  purp<-'ses  of  such  a  work, 
would  be  inconsistent  with  every  principle  of  jus- 
tice and  common  sense." 
The  injunction  was  refused. 

aHLWAT    TICKETS.       RIOUTa    OF    PASSENGERS. 

It  has  been  recently  decide.  1  iii  Scotland  that 

railway  tickets  can  be  used  only  to  the  stations 

maiked   on   them,  and  th<at  passengers  have  no 

rignt  to  leave  at  any  intermediate  station,    The 

question  arose  on  the  following  fact.     It  appears 

that  the  whole  faic  from  Campbleton  to  Glasgow, 

by  steamer  to  Ayr  and  thence  by  railway  to  Glas- 
gow, is  considerablg  less  than  to  several  of  'he 
stations  between  Glasgow  and  Ayr,  and  that  per- 
sons have  been  in  the  practise  of  taking  out  Glas- 
gow tickets  at  Campbleton,  and  then  leaving  the 
traic  at  the  intermediate  stations,  thus  paying 
less  than  if  the  had  taken  tickets  to  the  station 
where  they  actually  intended  to  stop.  To  put  an 
end  to  this  practice,  the  railway  company  brought 

small  dubt  actioua  Pgainst  two  passengers  for  the   '■<^™ai"ed  insido  with  more  safety.      (See  Stokes 
difference   of  fare  between  what  they   actually   ^^-  SaltonsUUl  13.  Peter's  181.)      Did  the  plaintiff 


off,  he  can  recover  compensation  for  the  incon- 
venience, the  loss  of  time  and  the  labor  of  travel- 
ing back,  because  these  are  the  direct  consequen- 
ces of  the  wrong  done  to  him.     But  if  he  is  fool- 
hardy enough  to  jump  off,  without  waiting  for  the 
train  to  stop,  he  does  it  at  his  own  risk,  because 
this  is  gross  imprudence  for  which  he  can  blame 
nobody  but  himself.    If  there  be  any  man  who 
does  not  know  that  such  leaps  are  extremely  dan- 
gerous, especially  when  taken  in  the  dark,  his 
friends  should  see  that  he  does  not  travel  by  rail- 
road.   It  is  true  that  a  person  is  not  chargeable 
with  neglect  of  his  own  safety  when  he  exposes 
himself  to  one  danger  by  trying  to  avoid  another. 
In  such  a  case,  the  author  of  the  original  peril  is 
answerable  for  all  that  follows.     If,  therefore,  a 
person  should  leap  from  the  car,  under  the  influ- 
ence of  a  well  founded  fear  of  that  a  fatal  collision 
is  about  to  take  place,  his  claim  against  the  com- 
pany for  the  injury  he  may  suffer  will  be  as  good 
as  if  the  same  miachief  had  been  done  by  the  ap- 
prehended collision  itself   When  the  negligence  of 
the  agents  puts  a  passenger  in  such  a  .situation 
that  the  danger  of  remaining  on  the  cars  is  appa- 
rently as  great  as  would  be  encountered  by  jump- 
ing off,  the  right  to  compensation  is  not  lost  by 
doing  the  latter,  and  this  rule  holds  good,  even 


guards  across  the  road.  Under  this  instruction 
the  jury  found  for  the  plaintiff,  assessing  his  dam- 
ages at  $480.  Upon  an  appeal  taken  on  an  ex- 
ception to  this  instruction  the  judgment  was  af- 
firmed.    Che  court  per  Trumbull,  J.  said. 

"  We  know  of  no  principle  of  the  common  law, 
and  there  is  certainly  no  statute,  which  compels 
one  person  or  corporation  to  fence  the  land  of 
another.  It  was  never  supposed,  when  a  public 
highway  was  laid  out,  that  the  owners  of  lands 
over  which  it  passed  would  have  any  right  to  re- 
quire the  authority  by  which  it  was  constructed 
to  inclose  it  by  fences.  There  is  no  distinction  in 
principle  between  the  obligation  to  fence  a  public 
highway  and  a  railroad ;  and  the  obligation  to  con- 
struct cattle  guards,  which  are  a  species  of  fence, 
is  of  the  same  character. 

Has  then  the  owner  any  right,  without  the  com- 
panies consent,  to  make  himself  cattle  guards 
across  or  under  the  road  1  Upon  this  point  it  is 
clear,  that  after  the  condemnation  of  the  land  and 
the  payment  of  damages,  the  proprietor  of  the 
land  over  which  the  road  passes  would  be  prohibi- 
ted from  placing  any  obstruction  upon  it.  Now 
the  construction  of  a  cattle  guard  across  or  under 
the  road  would  be  an  iuterfoience,  temporarily  at 
least,  with  the  track  itself,  as  it  would   be  neces- 


paid  and  what  they  would  have  paid  if  they  had 
taken  tickets  to  the  station  where  they  actually 
stopped.  Sheriff  Anderson  before  whom  the  cases 
were  tried,  expressed  tbo  opinion  that,  although 
;  the  Cou  pany  might,  if  they  thought  proper,  allow 
passengers  to  leave  the  train  at  intermediate  sta- 
tions no  person  could  demand  it  as  a  right,  and  he 
so  held  upon  the  trial. 

LUBILITICS  OF  RilLROAD  COMPANIES.      PAtluKNUER's 

Neolioence. 
Penn.  R.  R.  Co.  vs.  Aspell.  Pennsylvania.   This 
was  an  action  bronght  by  Aspell  to  recover  d^— 
ages  for  injuries  alleged  to  have  been  caused  by 
the  negligence  of  the  Railroad  Company.  It  seems 
that  Aspell  was  going  to  Morgan's  comer,  at  which 
.  station  the  train  should  have  stopped,  but  that 
owing  to  some  defect  in  the  bell  rope  the  conduc- 
tor was  not  able  to  make  the  proper  signal  to  the 
engineer,  who,  therefore,  went  past,  though  at  a 
speed   somewhat  slack.ned,  on   account  of  the 
switches  which  were  there  to  be  crossed.     Aspell, 
■  seeing  that  be  was  about  to  bu  carried  on,  jumped 
from  the  platform  of  the  car,  and  was  seriously 
hurt  in  the  foot.     He  brought  this  action,  and  the 
jury,  with  the  approbation  of  the  Court,  gave  him 
fifteen   hundred  dollars  damages.     Upon   appeal 
this  judgment  was  reversed.  The  Court  ;;€/- Black, 
:  C.  J.  said:  .:  .    I-]     ..,; 

The  persons  to  whom  the  management  of  a  rail- 
road is  entrusted  are  responsible  for  every  injury 
caused  by  defects  in  tUo  road,  the  cars  or  the  en- 
gines, or  by  any  species  of  negligence,  however 
slight,  which  they  or  their  agfJts  may  be  guilty 
of;  but  they  are  only  respbnsible  for  the  direct 
and  immediate  consequences  of  errors  committed 
by  themselves.  Tlicy  are  not  insurers  against  the 
perils  to  which  a  passenger  may  expose  himself 
by  his  own  rashness  ^nd  folly.  If  a  passenger  is 
negligently  carried  beyond  the  station  where  he  in- 


where  the  event  has  shown  that  he  might  have^*'"'"  *°  excavate  beneath  the  raUs.  and  while  the 

work  was  being  alone,  and  the  neccessary  supports 
being  placed  underneath,  the  road  could  not  be 
used.     To  allow  this  to  be  done  without  the  con- 


in  the  present  case  suffer  the  injury  he  complains 
of  by  attempting  to  avoid  another  with  which  he 
was  threatened  1  Certainly  not.  He  was  in  no 
possible  danger  of  anything  worse  than  being  car- 
ried on  to  a  place  where  he  did  not  choose  to  go. 
That  might  have  be«n  inconvenient ;  but  to  save 
himself  from  a  m^)^  >•  r..L.v.>nience  by  an  act 
which  puts  his  lite  in  jeopardy,  was  inexcusable 
rashness. 

Nor  is  the  plaintiffs'  po.sition  a!forecf  ^y  the  fact 
that  the  conductor  annonncea  thu  approach  of  the 
I  train  to  Morgans  Corner.  It  is  not  negligence  in 
-  .nuuctor  to  notify  passengers  of  their  approach 
to  the  station  at  which  they  mean  to  get  off  so 
that  they  may  prepare  to  leave  with  as  little  de- 
lay as  po.s9ible  whon  the  train  stops.  And  we  can- 
not see  why  such  notice  should  put  any  man  of 
common  discretion  in  peril.  It  is  scarcely  possi- 
ble that  the  plaintiff  could  have  understood  the 
mere  announcement  oi  Morgans  Corner,  as  an  or- 
der that  he  should  leap  without  waiting  for  a  bait. 
If  he  did  make  tliat  absurd  mistake  it  was  amply 
corrected  by  the  earnest  warning  which  he  after- 
wards received  both  from  the  conductor  and  the 
brakeman. 

The  Court  should  have  instf  ucted  the  jury  that 
the  evidence,  even  excluding  that  for  the  defense, 
left  the  plaintiff  without  the  shadow  of  a  case. 


sent  of  the  company  would  be  to  deprive  them, 
for  the  time  being,  of  the  use  and  control  of  their 
own  road,  and  of  the  right  of  way  for  which  they 
had  paid. ... . 


Tbe  Gold  Movemeuta  of  tbe  IVorld. 

The  discovery  of  gold  took  place  in  California 
in  1847,  and  since  that  year  there  has  been  shipped, 
up  to  the  close  of  1853,  and  deposited  iu  the 
United  States  mints,  $230,000,000  worth  of  gold 
dust,  or  in  sterling  value,  £44,000,000.— The  whole 
produce  of  the  California  mines  iu  the  period  is 
estimated  at  $260,000,000;  $40,000,000  being 
••ather  a  low  estimate  for  the  amount  of  gold  dust 
taken  to  foreign  eountries,  used  iu  ornaments  and 
plate,  and  still  uncoined,  &.c.  Official  documents 
give  the  imports  and  exports  of  specie  in  the 
United  States,  approximatively  as  follows,  from 
1847,  which,  be  it  remembered,  was  the  "famine 
year,"  and  drew  over  a  largo  quantity  of  specie 
for  breadstufis : 

Imports.  Exports. 

1847 $24121,289  $1,997,739 

1848 6,360,224  46,841,620 

1849 6,661,240  6,404,648 

1860 4,628,792  9,983,898 

1861 6,453,592  43,764,210 

1862 6,603,544  26.096.265 

1853  to  December    6,600,000  26,763,366 


RIGHTS    or     OWNERS     OF    LA.SD    LVINU    ADJACE.NT    TO 
R.MLROAOS. 

Alton  and  Sangamon  R.  R.  vs.  Baugk.  Illinois. 
This  case  arose  from  a  disagreement  between  the 
railroad  company  and  Baugh  as  to  the  amount  of 
damages  due  for  the  companies  right  of  way  over 
Baugh's  land.  Upon  the  trial,  the  Judge  instruc- 
ted the  jury  that  after  the  assessment  and  pay- 
ment of  damages,  the  raihoad  companies  would 
not  be  bound  to  make  fences  for  Baugh  on  cither 
side  of  the  road,  nor  would  Baugh  have  a  right, 


$68,218,681  $168,841,726 

The  "imports  '  of  1863  are  assumed,  as  we  have- 
not  the  complete  figur^^s  before  us.  Gold  dust, 
amounting  in  value  to  forty-four  million  pounds 
sterling  was,  therefore,  received  in  the  United 
States  up  to  the  close  of  that  year,  and  specie  to 
the  extent  of  nearly  twelve  millions  more  ;  against 
this,  shipments  of  specie,  amounting  to  £31,770,- 
000  were  made  to  Europe.  Last  year  California 
exported  gold  to  the  value  of  sixty  millions  of 
dollars,  or  upwards  of  £12,000,000  sterling;  and 
the  yield,  judging  from  the  monthly  shipments  this 
year,  continues  to  be  steady,  with  only  such  slight 
fluctuations,  as  weather,  want  of  water  or  excess 
of  it,  may  occasion.  In  a  gold  producing  country, 
the  export  of  gold  dust  and  bullion  is  a  part  of 
itfi  legitimate  trade,  and  the  fact  of  such  continuous 


tended  to  stop,  and  where  he  had  a  right  to  be  let  without  consent  of  the  company,  to  make  cattle  export  is  no  proof  that  the  balance  of  trade  is 
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against  the  country,  whilst  the  average  prodaction 
of  the  staple  is  maiatained.  The  specie  in  the 
United  States  banks  in  January  this  year,  was 
sixty  million  of  dollars,  and  there  was  also  twenty- 
flve  millions  in  gold  and  silver  in  the  treasury 
offices,  and  certainly  more  gold  and  siver  in  gene- 
ral circulation  among  the  peoply  than  at  any  pre- 
vious period.  The  exports  of  specie  to  foreign 
countries,  from  New  York,  were,  a.s  we  have  seen, 
in  round  numbers,  £2,000  000  sterling,  in  1860; 
£8,860,000  in  1861 ;  X5,000,000  in  1852;  and  £5,- 
400,000  in  1853.  The  shipments  from  other  Unit- 
ed States  porta  are  very  inconsiderable  ;  a  little  is 
exported  occasionally  from  Boston  and  Philadel- 
phia. 

Judging  from  the  stock  of  gold  in  England  as 
coin  «nd  ingots— stated  at  about  £70,000.000— it 
appears  probable  that  £250,000,0000  sterling 
would  nearly  represent  the  gold  existing  in  Eur- 
ope at  the  period  of  tlie  discoveries  in  California 
and  Australia ;  which,  together  with  Russia  (since 
1838,)  now  constitute  the  main  general  sources  of 
supply.  Some  authorities,  however,  rate  the  coin 
and  bullion  in  the  world  in  1850,  as  high  as  £600,- 
000,000  gold,  and  of  silver  at  £1,200,000,000. 
M.  Leon  Fauchtr  considers  France  possesges  sil- 
ver to  the  value  of  £131  000,000  sterling,of  which 
150  millijns  consist  of  coin  ;  and  the  gold  coinage 
belonging  to  France  is  probably  not  less  than  thirty 
millions  sterling.  It  is  supposed  that  the  gold  and 
silver  in  the  United  Kingdom  is  from  fifty  to  sixty 
millions  sterling.  In  the  seventy  years  cndimg 
1847  (deducting  the  rc-coinage  from  light  gold) 
our  average  yearly  gold  coinage  was  rather  more 
than  two  and  three  quarter  millionB  sterling. 
The  following  return  shows  the  amount  coined  in 
the  principal  States  in  the  last  six  years. 

Three  years  Three  years 

Country.                  ending  1850.  ending  1853. 

Great  Britian £6,121,790  £25,095,072 

France 7,302,000  23,911,536 

Austria 1,566,422  2,982,885 

United  SUtes 8,958,001  34,269.911 

Indian  Presidencies....      151,736  186,270 

Prussia 707,703  36,798 

Spain 683,131  121,707 


26,486,783 


86.605,177 
26,475,783 


Total £112,090,960 

Of  this  about  £18,150,000  were  re-coinage. 
In  1853  there  was  coined  in  the  three  principal 
mints  of  the  world — London,  Paris  and  the  United 
Slates— £35,648,803  worth  olgold,  and  more  than 
£3,000,000  worth  of  silver.  With  all  this  enor- 
mons  amount  of  coinage,  the  increase  of  foreign 
trade  and  the  great  activity  of  productive  industry, 
cause  a  steady  demand  for  further  metallic  cur- 
rency; and  coinage  is  absorbed  and  distributed  in 
a  manner  unparalleled  in  any  former  pA-iod  of  the 
world.  The  following  statement  from  the  Bank- 
ers' Circular  shows  the  quantities  of  gold  received 
and  delivered  by  the  Bank  o(  England,  in  the  bul- 
lion department,  in  the ,  last  fonr  years.  It  does 
not  represent  the  actual  purchases  and  sales  of  spe- 
«ie  by  the  bank,  but  only  the  amount  deposited 
and  withdrawn  on  merchants  account : 


Gold  Received. 

I860 £5,936,956 

1851 13,379.674 

1852 18,720,866 

1863 16,332,098 


Gold  Delivered. 

£3,635,203 

3,486,500 

:    :,  4J22,nz 

^  ■  '"14,057,352 


the  standard  of  valne.  Hence  we  find  that  about , 
204  million  pounds  sterling  of  silver  which  found 
its  way  to  the  bank  vaults  in  the  four  years  end- 
ing 1863.  the  whole  flowed  out  again  to  India,  and 
China  and  France,  where  it  constitutes  the  mone- 
tary standard. 

According  to  a  statement  of  the  exports  of  biU- 
lion  from  London  last  year,  compiled  by  Messrs. 
Haggard  &  Pixley,  the  quantity  shipped  amount- 
ed to  about  21  1-4  million  pounds  sterling,  of 
which  5  3-4  millioi  s  were  in  silver,  and  the  re- 
mainder gold.  The  whole  of  the  silver — except 
£530,000  sent  to  the  continent — went  to  India, 
China,  and  Mauritius.  The  shipments  of  gold 
were  in  round  numbers  £1,000,000  to  Australia 
and  New  Zealand  £9,500,000  to  the  continent ;  £1,- 
000,000  to  the  Mediterranean ;  £375,000  to  the 
West  Indies;  £286,000  to  the  Brazils,  and  £106,- 
000  to  Africa.  In  the  first  six  months  of  the  pre- 
sent year,  specie  of  the  value  of  £2,373,014  has 
been  shipped  to  the  Mediterranean  ports  and  the 
East,  of  which  £1,858,347  was  in  silver. 

In  1853,  2,645,260  ounces  of  gold  were  shipped 
from  Victoria  (nearly  all  of  it  to  this  country,)  of 
the  aggregate  value  of  £10,181,040,  and  there  still 
remained  in  the  local  banks  deposits  and  balances 
of  the  value  of  £9,316,810,  .ind  specie  and  bullion 
amounting  to  £4,336,000.  The  specie  imported 
into  Melbourne  andGeelo.ig,  in  1853,  is  stated  at 
£2,400,000  ;  a  much  larger  quantity  of  coin  we 
have,  however,  seen  was  sent  to  ..^ptralia  ports, 
but  portions  of  it  would  not  arrive Im  1854.  Last 
year,  624,947  ounces  of  gold,  worth  about  £2,409- 
783,  were  exported  from  Sydney,  and  50,000  oun- 
ces remained  in  private  hands.  The  city  banks 
also  held  deposits  and  balances  to  the  extent  of 
£5,115,699.  The  discovery  of  the  auriferous  cha- 
racter of  the  soil  of  Australia  took  place  in  July, 
1851,  and  from  that  period  to  the  close  of  1863, 
there  has  been  shipped  more  than  £27,000,000 
worth  of  gold.  Well  informed  Colonial  authorities 
estimate  the  produce  of  the  Australian  gold  mines 
up  to  the  close  of  1853,  at  £29,600.000.  The 
whole  quantity  exported  from  Australia  may  be 
thus  clearly  stated : 

1  "       Ounces. 

From  New  South  Wales \  1 ,626,266 

From  Victoria ^,617,818 


duction.  The  Bank  of  France  had  in  1844,  £10,- 
886,000  of  bullion  in  its  coffers,  which  iucroMed 
to  £25,890,042  in  Jnne,  1852,  and  has  decreased 
from  that  date  to  £13,430,255  at  the  ]ait  return, 
issued  early  io  May  this  year.  The  Rank  of  Eng- 
land has  at  present  little  more  than  £14,000,000 
of  specie  in  its  vaults,  whilst  the  demand  on  it  for 
discounts  was  never  so  continuously  heavy.  The 
United  States  Banks  have  little  more  than  £12,- 
000,000  sterling  in  specie,  besides  £600,000  lock- 
ed up  in  the  Government  Treasury.  Every  com- 
mercial country  seems,  therefore,  as  bare  of  coin 
and  bullion  as  before  the  gold  discoveries  ;  and 
instead  of  repletion,  there  are  general  complaints 
of  scarcity. 

Such  are  the  more  salient  features  of  the  vast 
picture  presented  by  the  oscillations  of  this  impor- 
tant metallic  current,  which  ramifies  and  extends 
its  fructifying  stream  over  the  civilized  world , 
here  moving  in  headlong  force  until  the  magnified 
torrent  rolls  its  waters  over  the  chief  food-produc- 
ing and  manufacturing  centres  of  the  globe  ;  and 
there  gushing  forth  in  tiny  rills  and  gentle  rippling 
streams,  scarcely  appreciable,  so  that  it  becomes 
ditllcult  to  follow  it  ID  cycle  of  its  never-ending 
rotation. — Lotulon  Gazette. 


Totol £53,372,594  £26,001,228 

The  highest  amount  of  bullion  and  coin  held  by 
the  bank  in  both  departments  last  year,  was  on 
the  1st  of  January— being  £20,627,662,  against 
£21,846,390,  the  highest  stock  in  the  previous 
year,  viz  ;  on  the  10th  July.  The  lowest  amount 
last  year  was  £14,960,206  on  the  22d  October 
against  £12,608,896,  which  was  the  lowest  amount 
held  in  1851.— Silver  being  only  a  legal  tender  for 
small  amounts  in  this  country,  beyond  exigencies 
of  our  small  coinage,  there  is  no  inducement  to 
accumulate  it  here,  in  coQsequence  of  gold  being 


ToUl 6,243,084 

worth,  at  say  £4  the  on.,  £24,972,336.  This' is 
only  what  is  otlicially  recorded  as  shipped ;  a  great 
quantity  has  also  been  brought  home  privately  by 
passengers  and  we  should  not  be  far  wrong  in  es- 
timating this  amount  at  £8,000,000  more  :  besides 
which  there  remains  to  be  taken  into  consideration 
the  quantity  remaining  in  hand  in  the  various  Aus- 
tralian settlements,  and  Van  Diemen's  Lar  d  and 
New  Zealand. 

We  find  then  despite   the  large  production  of 
gold,  no  one  country  has  been  able  to  retain  per- 
manently any  considerable  hoard  of  the  precious 
metals.    Out  of  the  £30,000,000  raised  in  our  Aus- 
stralian  colonies,  and  shipped  to  England  within 
the  last  two  or  three  years,  wc  have  a  stock  in  the 
bank  of  England  scarcely  as  large  as  we  had  pre- 
vious to  the  gold  discoveries,  and  our  monetary 
requirements  are  more  stringent  than  evei^     The 
United  States,  although  parting  with  onl^  £32,- 
{ 000,000  out  of  the  £56,000,000  received,  find   the 
j  balance  of  coin  shipping  out  of  their  hands  in  a 
I  continuous  stream.     The  European  States  and  the 
t  $a.stern  countries  seems  to  be  profiting  most  by 
I  the  absorption  of  bullion.     The  void  in  the  metal 
I  ic  currency  ol'  the  most  of  the  continental  nations 
I  is  filling  up,  and  depreciated  paper  currency  has 
:been  to  a  great  extent  withdrawn.     Still,  like 
{ quicksilver,  you  can  scarcely   follow   the  move- 
j  ments  of  specie,  for  it  travels  almost  as  rapidly 
I  from  place  to  place,  as  the  electric  fluid. 
j     The  requirements  of  the  great  European  Pow- 
j  ers  for  the  war  now  carrying  on,  make   heavy   in- 
roads on  the  supplies  of  coin   and  bullion,  and 
:  serve  to  alter  materially  the  usual  flow  of  the  me- 
I  talic  tide.    But  these  unusual  circumstances  must 
re-act  hereafter,  and  throw  back  the  metallic  curr 


Rail-way  Traffle  RctarHS. 

Ureal  Western  of  Canada  220  miles.  '    '    ' 
Earnings  for  week  ending  August  11th. 

From  Passengers 9,978 

"     Freight 2,8» 

"     Sundries 1,082 


Th«  Pabllc  I<aad«. 

to  the  aoth  June,  1863,  there  had   been 
to  thirteen  new  States  and  four  Territo- 


r 


R< 

per 


i. 


a  $13,846 

r  of  Passengers 6,089 

Total  jince  Ist  Jan.  1864 9604,819 

"    passengers      "         208,664 

'  an^  Trunk  Litu  of  Canada  292  niUi. 
Eariiinf  s  for  week  ending  July  29d. 

From  1,707  1st  class  paissengers 6,171 

4422d    "            "          824 

,667  tons  mdze 6,t41 

663  M.  feet  lumber 1,906 

1,630  cords  firewood 2,280 

Mails  &c « 779 


Total 816,760 

T^UX  from  July  let  1864 '. $69,066 


Up 
donated 
ries.  I         ..■..■:      ■..--,  T ,.......- ..^  ^ 

For  certain  public  purposes 123,062,461 

Total!  amount  of  sales   up  to  same 
datte 103,197  .«66 

Exce^of  grants  over  sales 19,bti5,096 

Grants  for  military  services 24,841,980 

Total  excess  of  grants  over  sales 44,707,076 

Thjese  statistics  apply  exclusively  to  the  New 
Statej;,  the  old  States  having  received  nothing. 
The  grants  of  lands  to  the  Ulinois  Central,  and 
Moble  and  Ohio  Railroad  were : 

Illinois 2,695.063 

Mississippi 737.160 

Alabama 419,628 


Total 8,761.711 

served  to  be  offered  at  double  price,  $2  60 

Illinois ....1,228,921 

Mississippi 288,496 

Alabama .>.  •>,'«•*• 167,046 


Tetal 1,661,874 

e  land  granted,  amoimts  at  Government  price 

to  8(4,689,639 ;  from  July  Ist,  1862,  to  Decembet 

reney  into  the  chief  centres  of  manufacturio|;  pro- 1 30th,  1868,  one  year  aod  three  months,  tbere  wer< 
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sold  of  the  reserved  lands  284,000  acres,  yie 
(610,000  not  one-seventh  part  of  the  minimum 
▼alue  of  the  lauds  granted  for  the  roai. 


American   Railroad  Journal. 

SAtardajTt  Av^uat  19,  1854. 


Harlem  Railroad. 

A  convention  of  the  stockholders  of  this  road 
was  held  io  this  city  on  the  15th  inst.,  for  the  pur- 
pose of  hearing  the  report  of  the  investigating 
committee,  and  of  taking  action  in  reference  to 
the  recent  over- issues  of  stock  by  the  transfer 
agent.  The  meeting  was  a  very  full  one,  the  feel- 
ing very  strongly  in  favor  of  assuming  the  fraudu- 
lent issues,  and  resolutions  passed  to  that  eflect. 
We  have  not  room  for  the  report  this  week,  but 
will  give  it,  or  the  substance  of  it,  in  our  next  issue. 


Railway  Sliare  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday- 


Stock  and  Money  Market. 

The  past  has  been  a  very  inactive  week  in  Wall 
street.  At  all  times,  the  present  is  the  dullest  sea- 
son in  the  year.  Prices  fluctuate  csnsiderably 
without  any  material  improvement.  The  market 
will  probably  remain  pretty  much  as  it  is  till  the 
eommencement  of  the  ^all  operations. 

We  publish  below  the  earnings  of  several  com- 
panies for  the  month  of  July.  They  show  a  large 
increase  over  the  past  year,  notwithstanding,  the 
wide  spread  sickness,  and  general  stagnation  of 
business.  Under  all  the  circumstances  the  receipts 
•re  entirely  satisfactory,  and  prove  the  earnings 
of  our  roads  to  be  in  a  great  measure  independent 
of  the  ordinary  fluctuations  of  business. 

The  Bank  returns  for  the  week  ending  July  12th, 

show  the  following  result : 

Loans.  Specie. 

Aug.  6th,  1864 S93,723,141     S14,468,981 

Aug.  12tb,  1864 93,435,057       13,622,023 


Atlantic  and  St.  Lawrence.  . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth..  .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord ....  " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley  ^^ " 

Boston  and  Loweff Mass. 


Aug. 
Aug. 


Decrease $288,084 

Circulation. 

6th,  1864 .S9,124,648 

12th,  1864 8,917,179 


S946,968 
Deposits. 
S"6,378,487 
74,626,389 


I. 


v     Decrease S207,469      Sl,762,098 

Earnings  of  Railroad  for  July. 

Ohio  and  Pennsylvania  Railroad. 

Receipts  in  July,  1864 $76,626  07 

Receipts  in  July,  1863 66.728  01 


N.  Y, 


Increase,  33  per  cent $18,898  06 

This  road  has  been  completed  and  in  operation 
some  eighteen  months. 

Ballimore  and  Ohio  Railroad.    ". 
Main  Stem.    Wash.  Br.       Totals. 
For  passenger8$4 1,404  06  $24,140  66  $66,644  60 
For  freight. .  .228,810  06       6,088  90  234,898  96 


Total. .  .$270,214  10  $30,229  56  $300,443  66 
As  compared  with  the  corresponding   month  of 
last  year,  the  result  is  as  follows : 

Main  Stem. 
July,  1864.;... ..4^270,214  10 
July,  1868 164,140  42 


Wash.  Branch. 

$30,229  65 

27,170  86 


Increase....  ,$106,073  68  ..v.,.(. 
Michigan  Central  Raitroad. 


Passen's. 
1864....  $82,631 
1868....    66,896 


Freight. 

$87,319 

81,626 


Mis. 
$3,631 
6,018 


Increitfe..916,634 
DvcraaM... 


$6,698 


t>L«     A  t   •   t- 


i«a^»  •#«|407 


$3,068  70 

ToUls. 
$123,382 
103,642 

$19,840 


Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R. 

Providence  and  Worcester ...  ' 

Canal Conn. 

Hartford  and  New  Haven .... 

Housatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,'  Wil.  and  Palmer 
New  York  and  New  Haven. . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City. . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  '  " 

Canandaigua  and  Elmira " 

CajTiga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montresd " 

Rensselaer  and  Saratoga....  " 

Rutland  and  Washington " 

,  Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Romo " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Centnd " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgb  and  Lancaster. . .  " 

Philadelphia  and  Beadinr....  " 

Fhilad.,  WSBriQcton  and  BaH.  **. 


a 

I 
J 

•«i4 


160 
66 
72 
61 
20 
93 
36 
64 
82 
24 
16 
4 

26 
61 

120 

117 
47 
61 
24 
28 
83 
66 
69 
29 
62 
58 
42 
67 
20 
74 
46 
11 
77 
46 

166 
60 
40 
46 

*72 

110 
50 
66 
61 
62 
66 
64 
91 

132 
69 

60 

47 

36 

464 

144 

180 

96 
604 
118 

85 

23 

25 

60 

41 

32 

89 

96 

65 

46 

81 

63 

66 

20 

86 

95 

98 


3 


l,638,100i 

824,8631 

l,073,673i 

1,356,5001 

286,7471 

1,649,2781 

1,486,000 

2,078,626 

3,016,634 

717,543 

600,000 


Xi 


If 

8  ® 


a  par  valuatum  of  $100 


2,973,700 
1,043,640 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


1,097,600 
2,486,000 
8,600,000 
1,600,000 
392,000 


none. 


660,000 
2,429,100 
8,600,000 

'  700,66b 


1,830,000 
4,076,974 
8,160,000 
4,600,000 

421,960 
1,591,110 
2,860,000 
1,060,000 
3,640,000 

500,000 
1,169,228 
1,964,070 

260,000 
2,233,939 
1,140,000 


5,150,0001  6,319,620 
467,700 
300,000| 
500,000 
800,000 


1,457,600 

922,500 

2,350,000 


668,861 
3,000,000 

926,000 

760,500 
2,121,110 

900,000 


879,636 


206,190 
160,000 
402,826 
590,641 
180,000 
286,363 

1,192,975 
6,208 
191,600 
none. 
963,870 
296,038 
none. 

1,139,615 
194,445 


6,973,700 
2,030,140 
2,620,981 
1,469,384 
718.606 
2,640,217 
1,486,000 
^,002,094 


661,214 
1,400,000 

678,500 

1,746,516 

6,677,467 

12,000,000 

1,600,000 


2,044,536 
4,111,316 
3,679,041 
4,860,754 

633,906 
1,802,244 
3,120,391 
1,060,000 
8,716,870 

629,964 
2,221,068 
2,293,534 

807,136 
3,207,818 
1.342,593 
9,963,268 


•si 


9 


264,743 
177,003 
168,114 
208,669 
23,946 
160,638 
306,806 
287,768 
328,782 


132,545 


495,397 


Leased  to 
Recently 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,660,000 


872,000 


1,791,999 
1,400,000 
3,160,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


434,699 
803,024 
609,326 
887,219 
68,942 
258,220 
620,810 
294,183 
626,659 
188,442 
90,815 
374,89 
169,738 
244,323 
182,398 
1,525,224 
240,572 
291,417 


1.2 


I 

s 


113,620  none 

80,063  none 

100,662;  none 

6 

11, 266  none 

79,669;  n(Hie 
141,836 

66,266 
163,076 


61,513 


266,689 


8 

6 

6 

6 

8 
none 
none 
none 
none 


1,380,610  Recently 
2,696,488  267,661 
2,660,600  Recently 
In  progres 
l,921,270lRecenUy 


In  progres 

987,627 

1,070,786 


425,509      682,400 

687,000      400,000 

10,000,000  24,003,866:33,070,863 

3,740,5151  7,046,396,10,527,654 


4,725,250|      977,463 

1,875,148   616,246 

23,086,600f  10,773,823 


1,579,969 

350,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

880,100 


6,000,0001 


2,969.760 
206,000 
131,000 
26,000 
400,000 
940,000j 
100,000 
700,000 
660,000 


128,000 

476,000 

1,600,000 

18,000 


718,227 


6,666,882 10,427,800 


2,899,166 


6,102,936 

2,446,391 

33,869,423 

6,133.834 

633,598 

349,776 

774,496 

1,260,000 

1,832,946 

329,577 

1,043,857 

1,693,711 

4,327,498 

1,220,326 

3,246,720 

2,379,880 

1,265,143 

760,000 

1,702,628 


639,629 
329,041 
69,629 
114,410 
806,713 


the  Vt.  C  ent. 
opened,  [none 

Inone 

114.098  6 
418,368] 
226,639 
413,289 

26,412 
102,098 
310,876 
126,6891 
214,6331 

46,839j 

36,214;none 
122,866none 

21,490|  8 

13,144  none 

81,807 
746,736 
110,892 
120,892 


294,269 10 
'168,902 


428,178 


opened. 


76,760 
74,241 


opened. 

116,966 
opened. 


4,318,9621,800,181 


89,360  none 
23,496  none 

7  I 


1,063,6591 
681,4461 
206,068, 


8 

6i 

7 

6 

4 

6 

8 

6 

7 


6 

7 


o 


86 
82 
42 
96 
24 
27 

106 
36 
49 
88 

104 

io 

21 
9 
61 

82 


none 
none 


7 

8 
none 

4 

none 
none 


81 
100 
77 
961 
40 
62 
66 
90 
861 
117 
50 
92i 

I  •  •  • 

lli 
60 
931 
67 
97 
66 
116 


40 
60 


130 


338,783inone 

324,4941  4     j 

44,070  none 


17,141,9872,480,626 


8,067^ 


none 


480,137    196,847 
92,363|      46,072 
Recently  jopened. 

213,078|      96,737 
Recently  iopened. 

173,646.  136,017|none 
Recently  [opened 
Recently 

226,162 
1,388,386 

149,941 

603,942 

260,899 

118,617 
Recently 

266,827 


opened. 
116,706 
478,413 
79,262 


816,269 10 


868,088 


124,740 
76,890 
opened. 

106,820 
1,261,987 

641,7691 


none 

8 
10 

7 


8 
6 

•  •  I 

8 
7 
6 


461 

62 

28 

914 
10 


30 
88; 

92* 
148 

•  •  •  • 

181 


12ft 
66 
62: 
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Railway  Share  lilst. 

Compiled  from  the  latest  returns — corrected  every  WedniSday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


I 


Pennsylvauia  Central .  /';  . .'. .  Penn 
Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Qap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersbm-gh . .  " 
Rich. ,  Fred,  and  Potomac ....     " 

South  Bide " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Ga. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss, 

East  Tennessee  and  Georgia . .  Tenn. 
Nasfavilie  uid  Chattanooga. . .     " 
Covington  and  Lexington ....    Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frai»kfort " 

Maysville  and  Lex;lngton " 

Cleveland  and  Pit^8bur^ Ohio, 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lakq^rie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

HUlsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .     " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Lidiaoa  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati . .  " 
Lafayette  and  Indianapolis ...  " 
Madison,  Indianapolis  &.  Pern  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicajgo  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

MicUgan  Boathwn  and  Ind.  N.Mich. 

Xicbjcan  Central '< 

xtflc «...  Mo. 


250 

30 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


9,768,166 


13,118,902 
1,660,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878. 


.a 
« 

I 
1 


6,000,000 


6,677,10^ 


o  o 

-  9 

H 


13,600,000 


173,867 
200,000 

563,606 
640,000 
469,160 
707,958 
120,000 
1,134,698 


1,004,231' 
3,858,840 


22,264,338 
1,660,000 


go 


1,943,827 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,966,674 


2,033,420 
348,622 
413,673 


227,693 


191 

211 

101 

71 

60 

66 

93 

33 

88 

60 

80 

126 

38 

29 

66 


3,500,000 
4,000,000 
1,013,088 


500,000 
3,000,000 


686,887 


100 
il47 

i  96 

il36 

46 

!  61 

I  601 


40 
20 
36 
31 
87 
84 

167 
67 


187 


44 
64 
81 


131 
83 
90 
62 

169 
72 


186 


92 
816 
282 
88 


776,269 

879,868 
688,611 


836,000 
2,093,814 
1,430,160 

357,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 


810,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


760,000 
1,291,700 


1,128,486 


2,647,700 
682,887 


2,400,000 


418;187 

1,214 

163,000 


160,000 


400,000 


641,000 
850,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 


660,000 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
26.000 


1,289,000 


In  prog. 

7,002,396 
In  prog. 

3,466,879 


122,861 
254,376 

62,762 
210,062 
109,268 

89,776 
610,038 


1,000,717 


1,277,834 
In  prog. 

743,626 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
6«4,902 


986,074 
934,424 
278,739 
69,690 
129,396 


173,642 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


2,669,663 
In  prog. 

926,000 
In  prog. 


S7,421 


432,682 


777,793 


321,793 
Recently 


667,669 


In  prog. 

3,169,733 

1,865,000 

4,110,148|  540,618 
In  prog. 


iRecently 

Inprog,     i 

"         Recently 

1,310,062]    314,434 

Inprog.        237,506 


"        jRw»ntly 
1,869,932  Recently 


1,241,8001 
668,100{ 


2,400,0001   516,414 
1,858,019    105,944 


4,000,000 


600,000 
8,741,664 
8,977,663 

HOT) 


4,600,000 


In  prog. 
7,276,616 
8,618,606 

InprofTM 


478,548 
1,200,922 
1,146,596 
Seoentiy 


•lis 

a  o 


617,625 


798,193 
216,237 
162,636 


72,370 


o 


a 
■5 


74,113'nonc 
113,266  7 


99,077 
42,736 


10 
none 
12 


163,898  6 


609,7111  7 


636,608  8 


466,468 
149,960 

21,731.. 

71,536,  8 


7>^ 
9 


76,079  8 


44,260!.... 


267,2781  10 


483,464|12 


200,967 


opened. 


862,1381  10 


113,401  .... 


opened. 


m 

§ 

■ 
o 

8 


97 


102» 
60 


77 

70 

40 

100 


50 

98 


126 


116 

ib'i 


63 
80 


46 
69 
774 


100 
66 


102i 
62 
76 


66 


111 


77J 
79 


opened.  ,.. 
168,6121  10  il07 


77i 


opened.  | . . . .  90 

oi>ened.  i . . . .  76 

opened. 

268,0751  10  !  82 

71,446  4  108 


286,152'.... 
586,929  17 


128 

94 


682,816 
opcmued. 


I 


8  1  87 


Michigan  Soutkern. 

Passengers  and  Mails S78,818  10 

Freight  and  Miscel|aneoi» 41,608  86 

Total ' $120,421  46 

Earnings  July,  186* 107,668  45 


Increase J. ;...' S12,868  00 

Cleveland  ap4  Pittsburg  Railroad. 

Passengers J $18,440  48 

Freight 16,712  33 

Mail  and  Express. ^ 1,491  00 


ToUl. 


$36,648  81 


The  receipts  for  Jijly,  1863,  were .    34,378  08 


Increase L $2,270  73 

PenrUylvania  Railroad. 
For  the  month  ending  July  31 ,  1 854 .  $209,299  37 
Same  month  last  yie&r 167,244  90 

Increase j $52,064  97 

Receipts  from  Jani  1,  1864,  to  July 

31,  1854 L $2,126,348  67 

Same  period  last  yjear 1,608,376  68 


Increase \ $616,971  99 

.^         JUUwaiiLkee  and  Mississippi. 


Passengers . 
Freight .... 


Total. 


It68. 

$8,376  79 

7,800  21 


1864. 
$16,099  95 
19,474  79 


Increase  this  ye^-,  $19,397  74. 


.$16,177  00        $86,674  74 


We  learn  from  tne  Evansville,  and  Indialnapolis 
papers,  that  the  graduation  on  the  Straight  Line 
Railroad,  designed  to  connect  the  important  cities 
of  the  State,  through  the  extensive  South,  While 
River  Valley  is  progressing  well,  with  a  heavy 
force,  the  compaay  having  concentrated  their 
hands  on  the  division  of  64  miles  of  the  road  b..*- 
tween  Evansville  and  the  Ohio,  and  Mississippi 
Railroad,  which  when  constructed  will  connect  the 
Ohio  river  at  Evaqsville  by  the  shortest  possible 
route  with  New  A'lbany,  Jeffersonvillo,  Louisville, 
Madison,  Lawrenceburgh,  and  Cincinnati,  and 
when  the  whole  li6e  is  finished  it  will  be  only 
about  150  miles  frt>m  Evansville  to  Indianapolis, 
while  by  river  it  i$  over  200  miles  from  Evansville 
to  New  Albany,  the  terminus  of  the  first  railroad, 
above  Evansville.  '  The  company,  the  papers  state, 
have  met  their  es&imates  promptly  in  the  nfidst  of 
the  money  pressure,  and  appear  to  be  moving  for- 
ward with  the  pra|}er  care,  and  energy,  to  jus^y 
the  most  favorable  results.  ' 


The  Iron  Foaaitrles  of  PlUsbarf . 

It  is  said  that  there  are  now  in  Pittsburg  thirty- 
eight  iron  foundries,  of  which  nine  are  almost  ex- 
clusively employed  in  the  manufacture  of  steam 
engines,  and  twenty-nine  in  the  manufacture  of 
various  kinds  of  hollow  ware,  machinery,  &«.  The 
foundries  which  are  employed  in  the  manufacture 
of  steam  engines  consume  yearly  3,200  tons  of 
wrought  iron,  9,200  tons  of  pig,  employ  040  men, 
and  produce  120  steam  engines  every  year.  Their 
net  capital  is  $549,000.  The  heaviest  esublisb- 
ment  among  the  other  foundries  is  (he  Fort  Pitt 
Works.  At  this  establishment  there  were  bnilt 
some  years  since  two  iron  steamers  of  four  hand- 
red  tons  each,  and  a  revenue  cutter  which  latter 
craft  is  still  in  existence  upon  Lake  Ontario.  -  In 
1863,  the  Fort  Pitt  Works  consumed  2,226  tons  of 
pig  iron,  and  1,000  tons  of  wionght  iron,  and  em- 
ployed 260  hands.  They  are  now  engaged  on  a 
government  order  for  21  guns,  called  Columbiads, 
having  a  ten  inch  bore,  and  throwing  a  124  pound 
shot.  It  is  estimated  that  the  tola':  amount  of  pig 
iron,  blooms  and  scraps,  annually  consumed  lo 
Pittsburg,  is  at  least  equal  to  127,875  tons. 
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OgUeiiBburK,  Clayton  and   Rome,  aud  Black 
Ulv^«r  aud  Vttca  Railroads. 

One  of  the  most  essential  members  of  the  rail- 
road system  of  tiio  State  of  New  York  is  a  direct 
comiectioD  between  New  York  City  and  the  St. 
Lawrence  River,  aad  commanding  the  Ottawa 
coantry  of  Canada,  beyond.  One  of  the  most 
available  and  convenient  routes  for  such  a  connec- 
tion lies  in  the  Black  River  Valley.  The  agricul- 
tur.d  capabilities  of  Lewis,  Jefferson  and  St.  Law- 
rence counties  have  turned  attention  to  the  merits 
of  this  route,  aud  Lave  enlisted  an  ample  share  of 
enterprize  for  its  immediate  occupation  by  a  first 
class  railroad.  The  fact  that  two  projects  for 
■uch  a  purpose  are  already  pressing  their  claims, 
in  oppo.'«ition  to  each  other,  is  sufl3cient  proof  of 
the  appreciation  in  which  this  connection  is  he'd, 
and  relieves  us  from  urging  the  necessity  or  utllUy 
of  its  construction. 

In  January,  1853,  a  company  was  organized  to 
construct  a  railroad  from  Utica  to  Clayton,  passing 
Boonville,  and  thence  intersecting  the  principal 
towns  in  the  Black  River  Valley.  A  connection 
With  Ogdensburg  was  also  determined  upon.  In 
April  of  the  same  year,  an  independent  interest, 
identiflel  with  the  village  of  Rome,  organised  for 
the  construction  of  a  road  from  that  place,  having 
the  same  general  direction  and  objects  as  the  first, 
but  entering  the  Black  River  Valley  at  Boonville, 
23  miles  from  Rome,  and  Zi}i  miles  from  Utica 
Both  roads  have  completed  surveys,  and  let  out 
their  entire  lines  to  coutr'act.  Both  roads  have 
isMued  reports,  describing  almost  identical  routes, 
ai  nouncing  nearly  the  same  progress  of  construc- 
tion, and  claiming,  each  for  itself,  precisely  the 
same  results  when  finished. 

In  the  present  attitude  of  these  coiopauies,  with 
respect  to  that  portion  of  their  lines  lying  north  of 
Boonville,  we  can  discover  uo  grounds  for  a  con- 
test of  su  eriority,  for,  both  roads  having  identical 
routes  an  I  objects,  have  equal  claims,  but  necessa- 
rily snhje  ;t  to  perpetual  collision,  involving  even- 
tually th<  existence  of  one  or  the  other. 

The  only  room  for  independent  action  by  these 
companies  is  upon  those  portions  of  their  roads 
lying  south  of  Boonville.  It  is  only  upon  these 
portions  where  the  two  schemes  are  entitled  to 
omparisnn.  From  Utica  to  Boonville,  by  the 
Black  Riwer  aud  Utica  Railroad,  is  Zi}^  miles, 
having  maximum  grades  going  north  of  06  feet. 
Prom  Rome  to  Boonville  by  the  Ogdeusburg, 
Clayton  and  Rome  Railroad  is  23  miles,  with 
maximum  grades  going  north  of  49  feet,  and  a 
whole  rise  and  fall  some  200  fi-et  less  than  on  the 
other  route.  A*  independent  geographical  points 
Rome  appears  to  be  superior  to  Utica  as  the  ter 
minus  of  the  Black  River  Valley  road.  Rome  and 
Utiba  are  Wji  mi'^s  ?part,  and  when  considered 
In  their  relative  position  to  other  points,  we  find 
Boonville  to  be  but  2^4  miles  nearer  Albany  by 
the  Utica  than  by  the  Rome  road,  while  Bulfalo 
would  be  26>.2  mWes further  distant,*,  result  which 
gives  a  decided  superiority  to  Rome  over  Utica. 

Beyond  Boonville,  the  description  furnished  by 
the  Black  River  and  Utica  Company  will  apply  to 
the  general  route  occupied.  The  line  of  road 
passes  Turin,  Lowville,  Carthage,  Philadelphia 
(from  whence  a  branch  runs  to  Ogdensburg),  The- 
resa, and  terminates  at  Clayton  opposite  the 
"Thousand  Islands"  of  the  St.  Lawrence.  Og- 
densburg would  be  03  miles  from  Boonville,  and 
128  UomJ^^>^,G\^\^^JfOv\d.^.'^'j}^.  mUw 


from  Boonville,  and  108>^  from  Utica.  For  all 
the  distance,  the  grades  are  not  more  unfavorable 
than  those  of  the  Northern  Railroad  of  New  York> 
except  south  of  Boonville,  and  in  the  descent  of 
the  heavifibt  tonnage.  The  route  is  generally  very 
favorable. 

While  one  road  is  necessary  for  the  accommoda- 
tion of  th»t  part  of  the  country,  we  feel  certain 
that  the  two  companies,  now  claiming,  each  for  it- 
self, the  entire  route,  will  have  to  appear  jotn^/y  to 
receive  any  pecuniary  assistance  for  which  they 
may,  like  other  roads,  be  compelled  to  apply- 
After  the  strength  of  local  means  have  become 
exhausted,  each  road  will  be  in  the  worst  shape  to 
apply  for  help.  Indeed,  we  can  hardly  believe  but 
that  a  compromise  is  contemplated  by  both  com- 
panies, although  their  reports  contain  no  allusion 
to  it,  and  in  fact  ignore  each  other's  existence. 

Whether  the  reputed  fact  of  being  in  process  of 
construction  is  stated  by  each  road,  to  intimidate 
the  other,  or  whether  each  company  has  full  faith 
in  its  own  scheme,  even  'f  immediately  exposed  to 
competition,  we  do  not  know ;  but  we  fully  believe 
that  one-half  of  the  aggregate  cost  of  two  coinci- 
dent roads  will  be  a  sacrifice  beyond  remedy.  We 
hope  soon  to  hear  of  the  discontinuance  of  one  of 
the  two  projects,  except  where  independent  in  lo 
cation,  as  we  are  well  aware  that  the  community 
on  the  line  is  unable  to  build  and  support  two  rival 
works,  and  the  result  will  only  bring  loss  and  dis- 
credit where  harmonious  action  would  insrre  am- 
ple profit,  aud  preserve  the  integrity  and  honor  of 
the  railroad  iuterest  generally  in  the  northern 
part  of  New  York. 


Municipal  Iniproveinenta* 

It  is  not,  comparatively,  a  long  time  since  New 
York  has  realized  the  influence  of  railroads  in 
their  immediate  efiects  upon  her  business.  It  is 
not  above  two  years  since  the  Erie  and  Hudson 
River  roads  have  attained  a  position  to  accom- 
plish results,  such  as  could  be  felt  and  apprecia 
ted  in  our  city.  Yet  in  this  time  they  have  afiec- 
ted  the  relative  social  position  of  the  inhabitants 
of  the  two  sides  of  the  town.  They  have  estab- 
lished a  preference  for  the  west  over  the  east 
side,  for  purposes  oi  residence,  business,  instruc 
tion  and  amusement.  And  in  a  more  general 
view,  t^iey  have  brought  us  in  closer  connection 
with  the  entire  country,  thereby  indentifyiog  our 
own  growth  with  that  of  the  whole  nation. 

The  position  of  our  great  trunk  lines  of  rail 
road,  and  their  relation  to  our  municipal  progress, 
imposes  upon  our*  city  the  duty  of  initiating  a 
system  of  improvements  in  the  arrangement  and 
connections  of  some  of  our  principal  streets.  Es- 
sential aud  valuable  as  our  railroads  are,  they 
are  comparatively  out-of-the-way  aflairs,  so  far  as 
local  access  is  concerned.  Our  street-system  was 
not  planned  at  the  first,  nor  has  it  been  subse- 
quently modified,  with  any  reference  to  the  intru- 
sion of  railroads.  No  great  central  business  depot 
was  ever  anticipated,  as  every  foot  of  our  water 
front  is  available  for  the  receipt  or  delivery  of 
merchandize.  But  under  the  new  dispensation  of 
the  railroad  system,  wherein  our  business,  pro- 
prietary aud  social  interests  are  every  day  more 
involved,  we  need  a  corresponding  street  sys- 
tem. 

We  have  once  or  twice  called  attention  to  a  sys- 
tem of  improvemenls  for  the  lower  part  of  the. 
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town,  but  have  never  attempted  to  demonstrate 
their  ultimate  iafiuence  upon  our  internal  move- 
ments. One  point  we  have  urged  is  the  necessity 
of  more  streets  in  the  direction  of  the  length  of  the 
business  part  of  the  town — more  longitu'Iinal 
thoroughfares.  The  need  of  such  is  obvious.  Our 
city,  by  its  position,  is  traversed  by  belts,  or  zones, 
devoted  to  different  social  occupations.  Shippitig, 
banking,  wholesale  and  retail  trade,  boarding  and 
lodging  houses,  residences  and  manufacturing,  al- 
though nowhere  entirely  distinct  and  separate 
from  each  other,  occupy  specific  and  deflneable 
limits,  and  may  be  regarded  as  superposed  strata 
or  "  courses,"  in  the  longitudinal  arrangement  of 
the  city.  It  is  not  within  any  onc^  but  between 
different  sections  of  this  system  that  the  greatest 
share  of  internal  movement  must  exist.  And  yet, 
with  any  reasonable  number  of  cross  streets, 
Broadway  is  the  only  continuous  longitudinal  thor- 
oughfare of  the  whole  city.  The  pressure  of  trav- 
el in  this  street,  and  the  absurd  mutilations  pro- 
posed for  its  relief,  ought  to  awaken  our  entire  pop- 
ulation to  the  necessity  of  extensions  and  connec- 
tions between  the  parallel  streets.  We  do  not  and 
cannot  consider  an  elevated  railroad  as  more  appro- 
priate to  Broadway  than  an  elevated  aqueduct, 
navigated  by  steamboats.  A  railroad,  level  with 
the  street,  and  the  exclusion  of  omnibusses,  would 
relieve  much  of  the  pressure,  but  no  plan  except 
extending  and  connecting  the  parallel  streets  will 
afibrd  general  and  complete  accommodation. 

It  seems  reproachful  to  our  public  spirit  that 
Crosby  street,  having  a  length  equal  to  all  of 
Broadway  below  the  Park,  and  a  width  equal  to 
Chesnut  street  iu  Philadelphia,  or  Washington 
street  in  Boston ;  having  an  even  grade,  and  being 
but  a  short  block  from  Broadway,  should  com- 
mence and  end  so  abruptly  in  Howard  and  Blee- 
ker  streets.  As  it  is,  what  travel  seeks  it,  except 
destined  within  it  1  Open  it  into  Canal  street  at 
the  lower  end,  and  into  Lafayette  place,  and  ex- 
tend this  connection  to  the  Bowery,  at  the  other, 
and  we  have  a  fine  street,  offering  attractions  for 
a  large  share  of  the  travel  now  crowded  upon 
Broadway.  By  its  proximity  to  the  latter  street 
it  ought  at  least  to  answer  as  an  omnibus  routt. 

Open  such  a  street,  and  its  extension  would  be 
required  through  the  rum-stricken  regions  lying 
between  Leonard,  Anthony  and  Pearl  streets,  and 
thence  to  the  Park.  A  narrow  court  already  ex- 
tends two  blocks  out  of  Canal  street,  at  the  cor- 
ner of  the  New  Haven  Railroad  Station. 

Such  a  scheme  of  improvement  would  direct  at- 
tention to  the  insufficient  width  of  Nassau  street, 
and  if  property  owners  and  the  city  could  agree 
upon  the  most  necessary  improvement  to  be  efiec- 
ted  by  widening  that  street,  we  should  have  a  ca- 
pacious and  noble  highway  from  the  lower  end  of 
the  Island,  through  Broad,  Nassau  and  Crosby 
streets  to  Union  Place.  The  "  Paik,"  with  its 
meagre  attraclions,  and  antiquated  public  buil- 
dings would  be  the  only  break.  But  if  our  citizens 
could  forget  the  haiil  by  which  they  have  associ- 
ated this  uninviting  enclosure  with  the  idea  of  the 
central  institution  of  the  town,  they  wonld  permit 
a  passage  for  the  proposed  street,  and  consider 
the  proposition  for  a  noble  Municipal  hall  on  Madi- 
son square. 

Such  a  plan  of  improvement  would  be  worthy 
of  our  city,  «nd  would  be  more- than  paid  for  in 
the  immediate  improvement  of  real  estate  in  the 
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three  streets  thus  linked  together.    We  would 
christen  it  "  Union  Avenue." 

We  have  long  held  the  opinion  that  the  foot  of 
Canal  street  ia  the  proper  point  for   the    great 
Metropolitan  railroad  depot  of  the  city.    It  is  a 
point  which,  with  a  little  improvement,  may   be 
said  to  command  the  whole  town.     We  regard  the 
ultimate  extension  of  iJanal  street  to  the  East  Riv- 
er as  certain,  while  we  also  look  upon  the  exten- 
sion of  the  Sixth  Avenue  to  the  foot  of  Canal,  as 
a  most  essential  improvement,  and  likely  to  be 
,  carried  out.    The  lines  of  city  railroads  already 
established  are  well  calculated  to  meet  this  point 
A  passenger  arriving  at  Canal  Street  could  pro- 
ceed directly  by  the  city  lines  of  horse  cars  to  any 
point    on  West  street,     Broadway,     the    Sixth, 
Eighth  or  Ninth  avenues,  Bowery,  Hudson  street, 
"  Union  Avenue,"  and  indeed  to  any  principal 
street  in  the  city.    From  the  foot  of  canal,  the 
Sixth  avenue,  Spring  and  Canal  streets,  would  ra- 
diate towards   the  center  of  the  town,  including 
all  the  metropolitan  attractions  and  facilities  within 
a  short  range.    On  the  water,  the  Collins  steamships 
long  since  established  their  station  at  the  foot  of 
Canal  street,  while  the  concentration  of  railroad 
travel  upon  that  point  would  attract  the  California 
and  New  Orleans    steamers    and    probably  the 
French  and  German  steamships  to  adjoining  docks. 
A  ferry  is  already  established  to  Hoboken,  and 
another  regular  ferry  would  be  required  immedia- 
tely to  Jersey  City.     The  Erie  railroad   company 
would  probably  find  it  for  their  interest  to  run 
their  boats  to  Canal  as  well  as  Duane  streets. 
It  is  also  worthy  of  remark  that  the  terminu  of  the 
proposed  "  West  side"   ailroad  to  Albany,  and  the 
ultimate  terminus  of  the  Syracuse  and  Newburgh 
road,  if  built,  would  be  at  Hoboken,  directly  op- 
posite. 

Within  Canal  street,  and  but  a  short  distance 
from  the  end  lying  upon  the  North  Siver,  would 
be  the  tracks  and  stations  of  the  Harlem  and  New 
Haven  Railroads.  So  it  is  seen,  that  an  inconsid- 
erable extension  of  one  or  two  streets,  would  cen- 
tralize the  Hudson  River,  New  York  Central,  New 
York  and  Erie,  New  Jersey,  New  Haven,  Harlem 
and  West  side  Railroads,  the  Liverpool,  Havre, 
Bremen,  California  and  New  Orleans  steamers,  and 
the  ferries  to  Jersey  City  aud  Hoboken ; — landing 
all  of  their  travel  near  Broadway,  and  close  by 
all  of  the  large  hotels  and  the  temples  of  taste  and 
fancy  with  which  that  noble  thoroughfare  is 
lined. 

We  declare  that  such  an  arrangement  is  needed, 
and  that  New  Yorkers  should  anticipate  the  noble 
destiny  of  their  great  city  by  urging  it  to  consum- 
mation. It  is  not  the  object  merely  to  centralize 
all  the  travel  entering  the  city,  but  to  afford  it 
proper  accommodation,  such  as  is  now  denied  to 
it  by  the  contracted  and  crowded  facilities  at  the 
lower  end  of  the  town.  Room  for  the  accommo- 
dation of  all  the  travel  entering  our  city  can  be 
ptovided  at  the  foot  of  Canal  street,  and  the  same 
travel  could  be  better  distributed  from  that  point 
than  elsewhere. 

The  Erie  railroad  pier  at  the  foot  of  Duane 
street  is  always  crowded  with  freight,  and  must 
yet  absorb  all  the  dock  and  pier  accommodations 
for  a  long  distance  above  and  below.  Nothing 
would  attract  travel  for  the  Erie  road  more  than 
making  its  passenger  terminui,  with  other  roads, 
at  th«  point  we  have  indicated,  and  uothiog  would 


tend  so  much  to  the  establishment  of  the  comi^iu- 
tation  ticket  system  on  a  liberal  scale,  as  the  cer- 
tainty of  a  supply  of  travel  from  the  central  depot 
of  the  city,  opposite  the  Jersey  terminus  of  their 
road.  :\--~-/i;'y,\Z  ■■         o. 

The  present  terminus  of  the  Erie  road  in  a 
necessary  and  convenient  one  for  freight  entering 
or  leaving  the  city.  It  is  the  vast  extent  of  this 
business  which  requires  that  it  shall  be  separated 
from  the  passenger  movement.  The  value  of  the 
position  of  this  depot  would  be  greatly  enhanced, 
as  well  as  the  internal  convenience  of  the  city  pro- 
moted, by  the  extension  of  Mercer  street,  across 
Canal,  Lispenard,  Walker,  White  and  Franklin 
streets,  and  into  Erie  place,  adjoining  the  Erie 
Railroad  depot.  At  the  upper  end  of  Mercer 
street  a  short  extension  would  complete  a  connec- 
tion with  Union  Place,  thus  creating  a  valuable 
and  capacious  central  thorougfare. 

There  is  hardly  any  person  who  can  estimate 
how  immensely  our  municipal  facilities  would  be 
augmented  by  the  consummation  of  this  system 
of  improvements.  Although  it  would  change  the 
occupation  of  much  property  in  the  lower  part  ot 
the  town  it  would  do  so  with  advantage  instead 
of  injury  to  the  proprietors,  except  perhaps  to 
publicans  and  saloon  keepers.  It  would  set 
free  to  commerce  a  large  part  of  the  best  ground 
in  the  city,  and  it  would  supply  the  materials  of 
commerce  with  better  facilities  of  external  and  in- 
ternal transportation  than  can  exist  in  the  present 
condition  of  the  city.  Is  not  the  scheme  worthy 
of  an  effort  1  *. 


Improireineut  of  tbe  Liocomotlve* 

By  Zerah  Colburn. 
v,;.  ■'■'.  i.^-. . :,;      The  Boiler. 

To  increase  the  strength  and  evaporative  power  of 
the  Locomotive  Boiler  would  secure  an  important 
improvement.  The  principle  upon  which  this  Boiler 
is  built  Ss  already  the  best,  known  to  experience ; 

and  to  increase  its  power  without  cbanere  of  struc- 
ture, would  require  an  increase  of  its  d<mensions. 
But  with  the  ordinary  arrangement  of  locomotives, 
there  are  practical  limits  to  the  size  of  the  boiler, 
and  not  until  these  are  removed,  and  until  some 
practical  difBculties,  attendant  upon  the  use  of 
large  boilers,  be  overcome,  can  we  obtain  the  di- 
mensions due  to  the  most  powerful  engines  we 
may  be  likely  to  require. 

The  necessary  arrangement  of  passenger  en- 
gines, adapted  at  least  to  American  if  not  to  all 
roads,  imposes  fixed  limits  to  the  size  ot  boiler, 
and  such  limits  as,  in  some  cases,  have  been  near- 
ly reached.  These  limits  are  the  height  of  driv- 
ing axles,  and  the  width  between  driving  wheels, 
when  measured  across  the  track.  In  freight  en- 
gines, these  limits  are  less  inconvenient,  as  the 


I  shall  hereaAer  show  the  relative  room  affor- 
ded by  the  outside  and  inside  connected  arrange- 
ments of  engine,  and  the  extent  to  which  they 
govern  the  position  of  the  boiler.  But  indepen- 
dent of  the  obstacles  interposed  by  the  inside  con- 
nected engine,  the  spring  siispension  of  ail  engines 
has  been  usually  placed  in  the  way  of  lowering 
the  boiler  to  the  limit  imposed  by  the  driving  ax- 
les. To  -use  a  boiler,  therefore  of  62  inches  diam- 
eter, upon  a  narrow-guage  engine,  would  require 
the  springs  to  be  placed  above  the  horizontal 
diameter  of  the  boiler;  the  only  place  consistent 
with  steadiness  of  motion.  This  would  be  ne- 
cessary only  with  driving  wheels  of  over  6  feet  di- 
ameter. The  difficulty  would  then  exist  of  bavlof 
no  room  between  the  sides  of  the  boiler  and  the 
inner  faces  of  the  driving  wheels  to  permit  the 
spring  pintals  or  straps  to  pass  down  to  the  axle 
boxes.  To  do  this  an  indentation  would  require 
to  be  made  in  each  side  of  the  boiler,  easily  done 
by  heating  and  hammering  the  boiler  plate  before 
it  is  riveted  up.  This  indentation  need  not  Inter- 
fere  with  the  tubes  as  the  greatest  width  occupied 
by  the  tubes  cannot  exceed  46  inches,  for  a  nar- 
row gauge  and  with  high  d.iving  wheela.  If 
then  the  link  motion  and  eccentrics  be  placed  be- 
yond interference,  we  can  use  a  boiler  of  52  iocbea 
diameter  with  6  feet  wheels,  upon  the  narrow 
guage,  and  with  a  distance  of  but  6  feet  7  inches 
from  the  rail  to  the  centre  of  the  boiler.  Thus 
we  gain  &  point,  and  a  very  important  and  useful 
one. 

I  will  show,  hereafter,  the  opportnnties  for  in- 
creasing the  size  of  the  boilers  of  low-wheeled 
freight  engines. 

We  must  next  look  to  the  furnace.  The  size 
and  proportions  of  this  part  of  the  boiler  have  the 
greatest  influence  upon  its  evaporative  power  aad 
economy.  To  discuss  the  proportion  of  furoMe 
to  boiler  room  would  involve  a  consideration  of 
the  draught,  character  of  fuel,  and  other  circum- 
stances without  evolving  any  permanent  propor- 
tion different  from  that  usually  applied.  I  shall 
therefore  only  consider  the  opportunities  for  in- 
creasing the  size  of  the  furnace,  and  especially  of 
its  width. 

Our  62-inch  boiler  would  admit  of  a  furnace  6 
feet  2  inches  deep,  the  center  of  waist  of  boiler 
being  6  feet  7  inches  from  the  rails.  This  depth 
is  from  six  to  twelve  inches  more  than  is  usually 
obtained,  except  with  boilers  set  very  high. 

The  length  of  furnace  may  be  6  feet  if  desired, 
and  will  ultimately  be  made  as  much  in  usual 
cases  of  large  engines.  A  long  furnace  involves 
spreading  the  wheels ;  giving  a  longer  and  stead- 
ier base ;  separating,  by  a  greater  distance,  the 
weights  acting  to  deflect  the  rails,  and  obtaining 


wheels  are,  or  should  be,  of  comparatively  small  also  more  adhesion,  by  relieving  the^trucks  The 
diameter,  and  may  also  be  grouped  closely  to- j  limit  to  such  spreading  of  the  drivers  is  in  the  con- 
gether.  The  (/wwt^fer  only  of  the  boiler  is  chiefly  I  centration  of  weight.  Capt.  John  Cbilde,  Civil 
governed  by  these  limits,  the  length  of  boiler  and  j  Engineer,  who  was  among  the  first  to  urge  such 
de^th  of  furnace  being  generally  limited  by  other  a  disposition  of  the  wheels,  fixes  the  limit  at  eigbt 


considerations. 

For  4  feet  8i  inch  guage,  a  diameter  of  boiler, 
of  62  inches  outside  of  all,  is  the  largest  attaina- 
ble with  high  driving  wheels ;  and  is  as  large  as 
is  properly  consistent  with  safety.  A  diameter  of 
52  inches,  as  compared  with  44  inches,  is  larger 
by  40  per  cent. ;  and  is  suflSciently  large,  it  having 
corresponding  length,  to  preclude  the  necessity  of 
the  oral  form  of  boiler. 


feet  between  centers.  A  furnace  6  ffeet  long  would 
require  7  feet  2  inch  centers  for  an  out«ide-oon- 
nected  engine. 

But  as  the  lengtk  of  a  locomotive  furnace  is  in- 
creased so  is  the  distance  through  which  the  air 
is  drawn  through  the  bumiug  fuel.  The  ready 
and  free  admission  of  air  in  a  furnace  governs,  to 
an  extent,  the  strength  of  drafl  required,  and,  with 
a  locomotive,  governs  tbe  sixe  of  Uie  blastrpipe 
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op«mng8.  The  impediments  to  a  free  eaatrance 
and  paasage  of  air  in  a  Aimace,  increase  almost 
in  a  ^ometrical  ratio  the  distances  trarersed.  In- 
deed I  have  seen  long  furnaces  with  a  fierce  fire 
next  to  the  tubes,  while  the  back  of  the  fire  was 
comparatively  dead.  In  regarding  the  increased 
thickness  of  the  bed  of  fmel,  the  interposed  cur- 
rent of  ur  nearest  the  tabes,  the  nataral  surface 
of  the  burning  mass  of  fuel  (being  inclined  tow- 
ards the  tube  sheet)  and  other  circumstances,  I 
believe  that  the  eflflcacy  of  grate  surface  is  nearly 
inversely  as  its  longitudinal  removal  from  the  tube 
sheet. 

To  a  moderate  increase  of  width  no  such  objec- 
tions exist,  while  any  increase  in  that  direction, 
is  an  increase  of  actual  surface  on  which  the  fuel 
is  burnt.  Narrow-gauge  locomotives,  seldom  have 
grates  of  over  38  inches  width,Un  consequence  of 
the  room,  occupied  between  the  driving  wheels  and 
firebox,  by  the  flat  frame  and  the  springs.  But  a 
ft-ame  of  one  inch  thickness  and  eight  inches 
depth,  placed  on  edge  would  be  stiver,  and  afibrd 
a  better  fastening  for  the  machinery  of  the  engine. 
Indeed,  the  cheapest  frame  possible  would  be  that 
formed  by  two  plain  bars  joined  at  their  ends,  and 
having  the  pedestals  bolted  on.  Such  a  frame 
would  cost  no  more  than  the  cost  of  bar-iron  and 
labor  of  welding  up  to  the  required  length.  Such 
a  frame,  further  more,  would  allow  of  a  grate  of 
46  inches  width,  a  gain  of  from  four  to  ten  inches 
over  furnaces  in  use.  The  springs  would  be  well 
secured  above  the  horizontal  diameter  of  boilers, 
as  already  described,  and  would  not  interfere  with 
any  detail  of  this  arrangement. 

The  combined  dispositions  thus  decided,  giving 
a  furnace  5  feet  long,  3  feet  2^  inches  wide,  would 
afiTord  over  107  feet  of  fire-box  heating  surface,  a 
1  arger  extent  than  is  any  where  used  in  this  conn- 
try  for  large  passenger,  wood-burning  engines. — . 
The  area  of  grate  would  be  19  1-6  feet,  far  excee- 
ding any  ordinary  attainment  for  similar  boil- 
ers. 

In  my  next  I  shall  consider  the  opportunities 
for  increasing  the  extent  and  efficiency  of  the 
tube  surface. 


The  Kngtneerlng;  Profeasloiti 

Among  the  ill  effects  which  the  late  financial 
difficulties  have  had  upon  railway  projects,  there 
is  one  which  will  be  severely  felt  by  a  large  class 
of  citizens;  the  loss  of  employment  to  the  host  of 
engineers  who  were  employed  upon  our  roads  last 
year.  A  great  difficulty  was  found  two  years  ago 
in  obtaining  men  qualified  to  run,  locate,  and  con- 
struct the  lines  then  projected  ;  and  very  many, 
too  many  young  men  entered  the  profession,  en- 
couraged by  the  then  high  wages,  and  fair  pros- 
pect for  long  employment. 

This  year  most  of  these  roads  have  been  stop- 
ped, and  their  engineers  thrown  out  of  work  with 
no  prospect  of  obtaining  more.  Qentlcmen  tho- 
roughly qualified  by  education  and  long  experi- 
ence, are  forced  to  be  idle,  or  turn  their  attention 
to  other  new  kinds  of  business.  Half-fiudged  As- 
sistants are  racing  aiound  the  country  looking  for 
situations,  and  those  who  are  lucky  enough  still  to 
hold  on,  are  trembling  lest  they  have  to  go  too. 

Wjigea  have  gone  down  to  scarcely  living  prices 
and  the  chances  for  more  work,  or  better  pay  grow 
more  dubious. 

Now  a  great  proportion  of  this  evil  Is  doe  to  the 
fact,  that  there  are  too  many  in  the  raoki,  aod 


iimong  all  too  many  who  are  not  engineers, — a 
proportion  easily  enough  corrected  ;  and  which  I 
hope,  will  be,  if  confidence  in  railway  enterprize 
U  again  restored,  and  the  work  goes  on  next  year. 
Railway  Directors  are  most  to  blame,  for  the  over- 
stock of  the  profession.  They  have  been  too  lit- 
tle apt  to  look  at  the  actual  wants  oftbeirworks, and 
having  young  friends  to  please  have  secured  their 
appointments  without  knowing  whether  they  were 
wanted  or  not.  Chief  engineers  of  western  roads 
especially,  have  scarcely  inquired  into  the  qualifi- 
cations of  applicants,  and  have  frequently  made 
appointments  of  green  hands,  to  the  exclusion  of 
experienced  ones.  Cousins,  and  brothers,  and 
brothers-in-law,  of  engineers  have  been  in  very 
many  instances  put  in  charge  of  Divisions,  merely 
for  relation  sake,  when  they  have  had  so  little  ex- 
perience as  scarcely  to  know  how  to  "  read  the 
rod."  Ax-men  and  rod-men  are  promoted  too 
soon  (for  their  own  good  sometimes,')  and  after 
once  being  an  Assistant  become  unwilling  to  accept 
again  any  situation  less  than  that. 

These  are  real  evils,  of  manifest  injury  to  the 
profession,  and  steps  should  be  taken  to  remedy 
them.  If  railway  construction  goes  on  next  year. 
Chief  Engineers  and  Directors  can  obviate  them, 
in  a  great  measure,  by  matting  fewer  appointments 
of  Mw  hands.  Men  who  have  been  in  the  busi- 
ness, and  who  can  furnish  testimonials,  as  to  their 
qualifications  should  be  the  first  ones  chosen ;  and 
after  these  are  all  employed  then  there  will  be 
time  for  new  ones.  Again,  do  not  let  us  have  so 
much  of  undeserved  promotion.  The  berth  of 
"  Assistant  engineer"  is  one  of  no  little  responsi 
bility ;  in  many  cases  of  more  importance  than  (he 
"  Residency."  Every  rodman  who  can  use  the 
eve]  or  trausit,  is  not  qualified  to  be  an  Assistant. 
There- is  (or  ought  to  be)  something  more  required 
of  him,  than  the  mere  ability  to  set  slope  stakes, 
or  measure  borrowing  pits.  There  is  a  large 
amount  of  knowledge,  easily  enough  acquired  by 
a  studious  person,  it  is  true,  which  it  is  necessary 
an  Assistant  should  have  before  he  should  be  al- 
lowed to  take  charge  of  a  Division.  The  Resident 
cannot  always  be  on  hand,  and  an  ignorant  Assis 
tant,  niay,  through  his  want  of  knowledge  cause  a 
very  serious  aod  permanent  injury  to  his  work ; 
or  pass  unnoticed  some  fault  which  a  practised 
eye  would  have  at  once  detected.  I  know  of  one 
Assistant,  having  charge  of  a  Division  on  which  is 
a  heavy  bridge  of  4  long  span,  whose  whole  experi- 
ence comes  within  9  months.  Such  a  work  ought 
not  to  be  entrusted  to  such  a  person.  Ax-men 
and  Bodmen  should  be  expected  to  serve  longer 
in  those  positions  than  they  usually  do  ;  and  be 
made  to  pass  a  rigid  examinationbefore  being  recom- 
mended for  promotion.  Young  men,  (old  ones 
loo)  should  not  be  appointed  to  stations,  which, 
upon  a  thorough  questioning,  they  are  not  found 
qualified  to  fill.  And  I  dont  see  why,  like  in  other 
pursuits,  engineers  should  not  be  strictly  required  to 
pass  through  all  the  grades.  Among  the  Chiefs  in  Eng- 
land and  this  country,  we  find  the  best  are  those 
who  commenced  at  the  ax  and  chain.  As  appoint- 
ments have  been  made,  and  as  engineers  have 
been  treated  socially,  an  ax-man's  berth  is  no 
more  plebeian  than  a  3d  assistant's  is  in  our  Naval 
engineer  service. 

The  Profession  of  Civil  Engineering  is  not  merely 
the  art  of  building  a  railway.  It  embraces  a  large 
•hare  of  all  tbe  •oieogw,  aod  khoroocUy  gaaUfl«d 


engineers,  as  the  Stcphensons,  and  Mr.  Brunei,  of 
Eug'.and;  E.  F.Johnson,  Charles  Ellet,  Jr.,  and 
others  of  our  own  country,  must  be  ranked  among 
the  most  learned  men  of  their  nations.  There  are 
many  young  men,  who  have  entered  the  business, 
to  study  hard  and  learn  it  all,  but  who  will  be  ut- 
terly discouraged  if  thej^find  that  the  unqualified 
are  to  be  promoted  over  them  out  of  mere  friend- 
ship ;  or  that  the  profession  is  to  be  overcrowded 
because  the  appointing  powers  dislike  to  refuse 
applicants. A.  F,  H. 

Cleveland  and  Toledo  Railroad. 

FIRST    ANNUAL    REPORT. 

As  the  present  Corporation  was  organized  by 
the  union  into  one,  of  two  distinct  and  indepen- 
dent companies,  it  is  deemed  proper  to  present  a 
condensed  introductory  history  of  the  companies 
thus  united,  rrior  to  their  consolidation,  without 
which  the  character  and  constitution  of  the  present 
Corporation  may  not  be  fully  understood. 

One  of  the  companies  thus  united,  was  incorpo- 
rated and  known  by  the  name  of  Junction  Bail- 
road  Company,  and  the  other  by  the  name  of  the 
Toledo,  Norwalk  and  Cleveland  Bailroad  Company. 
The  former  was  incorporated  by  an  act  of  the 
Legislature  of  Ohio,  passed  on  tho  second  day  of 
March,  1846,  and  the  latter,  by  an  act  of  the 
seventh  of  March,  1860.  The  Junctira  Bailroad 
Company  by  its  original  Charter,  and  two  several 
amendments  passed  on  the  22d  of  January,  and 
the  2l8t  of  March,  1861,  was  authorized  to  con- 
struct a  railroad  from  the  City  of  Cleveland  to  the 
west  line  of  the  State  by  such  route  as  thw  Direc- 
tors might  determine,  with  power  to  construct 
branches  to  any  points  within  the  counties  through 
which  the  main  line  might  pass.  The  Charter  of 
the  Toledo,  Norwalk  and  Cleveland  Railroad  Com- 
pany, authorized  the  construction  of  a  railroad 
from  Toledo,  by  the  way  of  Norwalk,  in  the 
County  of  Huron,  to  a  connection  with  the  Cleve- 
land, Columbus  and  Cincinnati  Railroad,  at  some 
point  in  the  County  of  Huron  or  Lorain.  The  • 
authorized  Capital  Stock  of  the  Junction  Com- 
pany, was  S3,000,000,  and  that  of  the  other  Com- 
pany, $2,000,000,  making  the  united  capiUl  of  the 
two  roads  $5,000,000,  which  is  consequently  the  : 
capital  of  the  consolidated  Corporation. 

The  consolidation  was  efiected,  and  the  present 
Company   organized   on   the   first  of  September,  i 
A.  D.  1863,  under  the  specific  provisions  of  the  ; 
twelfth  section  of  the  amendment  to  the  Toledo, .: 
Norwalk  and  Cleveland  Bailroad  cl  arter,  passed  ^ 
on  the  first  day  of  March,  1850.     Under  its  char- 
ter the  Toledo,  Norwalk  and  Cleveland  Co.  con- 
structed a  road  from  the  East  Bank  of  the  Mau- 
mee  Biver,  opposite  th«  City  of  Toledo,  to  Oraf- 
ton,  where  it  connects  with  the  Cleveland,  Colum- 
bus and  Cincinnati  Bailroad,  25  miles  southwest 
from  the  City  of  Cleveland,  being  a  distance  of 
873^  miles,  all  of  which  was  finished  and  put  into 
operation  in  the  month  of  January,  A.  D.  1863. 

It  is  well  known,  that  the  completion  of  this 
road  finished  the  last  remaining  link  in  the  long 
and  important  line  of  railway  from  New  York  and 
Boston  to  Chicago,  which  has  since  been  extended 
to  the  Mississippi  Biver,  where  it  find  a  temporary 
resting  place  only  in  its  progress  to  the  far  distant 
West.  This  road  passes  through  several  fiourish- 
ing  towns,  and  is  now  denominated,  the  Southern 
division  of  the  Cleveland  and  Toledo  Bailroad 
Company. 

At  the  time  it  was  opened,  its  immediate  afflu- 
ents were  the  Cleveland  and  Columbus,  the  San- 
dusky and  Mansfield,  the  Mad  Biver  and  Lake 
Erie,  and  the  Michigan  Southern,  Bailroads.  Other 
roads  of  importance,  and  which  will  add  most  es- 
sentially to  its  business,  are  now  under  construc- 
tion, and  will,  at  no  distant  time,  be  completed. 

The  Junction  Road,  or  Northern  Division  as  it 
is  now  called,  commence  at  the  City  of  Cleveland, 
and,  except  a  necessary  defiection  to  find  a  con- 
convenient  locality  for  crossing  the  deep  bed  of 
Bocky  Biver,  follows  the  Lake  shore  closely,  pas- 
sing through  several  growing  towns,  among  which 
is  the  City  of  Sandusky,  to  its  junction  with  the 
Southern  Division,  about  8  miles  east  of  Toledo, 
•od  99  milei  from  Olevelaod.    from  this  point,  * 
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brADch  track  is  now  being  laid  down  to  Toledo  oq 
the  road  bed  of  the  Soathern  Division.  The  main 
track  here  crosses  the  Southern  Division,  and  ex- 
tends forward  through  Perrysburgb,  and  Maumee 
City,  in  nearly  a  right  line  to  its  junction  with  the 
Northern  Indiana,  near  Swanton,  14  miles  west  of 
Maumee  City,  and  one  hundred  and  twenty-five 
miles  and  eighty-six  hundredths  from  Cleveland. 
Counting  the  branch  to  Toledo  as  a  part  of  this 
division,  its  whole  length  is  within  a  fraction  of 
one  hundred  and  thirty-four  miles.  If  to  this  be 
added  the  Southern  Division,  eghty-seven  and 
one-half  miles,  the  aggregate  line  of  road  of  the 
consolidated  corporation  will  exceed  two  hundred 
and  twenty-one  miles,  exclusive  of  the  side  tracks 
and  turn-outs. 

The  portion  of  the  Northern  Division  between 
Cleveland  and  Sandusky  City,  a  distance  of  sixty 
miles,  was  finished  and  opened  for  travel  Ia.st  fall, 
and  is  now  in  suct^ssful  operation.  The  part  of 
this  division  between  Sandusky  and  its  intersec- 
tion with  the  Southern  Division,  a  distance  of 
39  miles,  and  the  branch  track  from  this  point  to 
Toledo,  8  miles,  making  an  aggregate  of  47  mHes, 
will  be  completed  by  the  middle  of  the  present 
month  of  July,  unless  some  unforeseen  accident, 
not  now  anticipated,  should  happen  to  prevent  it. 
The  track  laying  on  this  part  of  the  road  is  now 
so  far  advanced,  that  its  completion  by  that  time 
may  be  confidently  counted  upon. 

That  part  of  the  Northern  Division  which  lies 
between  the  intersection  of  the  two  divisions,  and 
the  point  where  it  crosses  the  Toledo  and  Illinois 
Railroad  at  Maumee  City,  a  distance  of  something 
less  than  13  miles,  will  be  completed  and  brought 
into  use  during  the  present  season — probably  by 
the  middle  of  October  or  first  of  November — so 
that  before  the  close  of  navigation,  about  112 
miles  of  the  main  line  of  the  Northern  Division, 
and  the  branch  track  of  eight  miles  to  Toledo,  will 
have  been  completed  and  brought  into  use. 

This  will  leave  unfinished  at  the  close  of  this 
season,  only  the  short  space  of  14  or  16  miles,  be- 
tween Maumee  City  atd  the  junction  of  th's  divi- 
sion with  the  Northern  Indiana  Air  Line  Railroad, 
DOW  under  construction.  The  report  of  the  En- 
gineer, shows  that  most  of  it  is  already  graded, 
and  that  when  necessary,  that  part  of  tite  road  can 
be  finished  in  a  few  weeks  time.  It  is  not  deemed 
important  to  finish  this  last  link  in  the  road,  be- 
fore the  whole  line  of  the  Northern  Indiana  Road 
is  completed  and  ready  for  business. 

The  Southern  Michigan,  the  Northern  Indiana, 
the  Toledo  and  Illinois,  and  the  Northern  Division 
of  the  Cleveland  and  Toledo  Railroads  are  of  tLe 
gauge  of  four  feet  eight  and  a  half  inches ;  and 
the  roads  running  west  from  Chicago  to  the  Mis- 
sissippi River,  are  of  the  same  gauge.. 

The  Southern  Division  of  the  Cleveland  and 
and  Toledo  Road,  is  of  the  gauge  of  four  feet  ten 
inches,  and  corresponds  to  the  gauge  of  the  roads 
which  it  intersects,  and  those  with  which  it  is  con- 
nected at  its  eastern  terminus. 

On  the  last  named  division,  there  is  a  break  of 
gauge  at  its  connection  with  the  Michigan  South- 
ern, at  the  City  of  Toledo. 

By  opening  the  Northern  Dirision  to  Toledo, 
and  also  to  its  intersection  with  the  Toledo  and 
Illinois  road  at  Maumee,  this  great  inconvenience 
will  be  avoided  at  both  of  these  points. 

It  ia  nndestood,  and  we  may  say  reduced  to  a 
certainty,  that  the  Toledo  and  Illinois  Road  will 
be  opened  during  the  coming  Autumn ,  from  Maumee 
City  to  Fort  Wayne,  a  distance  of  ninety  miles, 
and  probably  some  thirty  miles  beyond  the  last 
named  place. 

That  Road  is  destined  to  go  forward  into  the 
Wabash  Valley,  to  its  connection  at  Paris  with  the 
Terre  Haute  and  Alton  Road,  and  to  St.  Louis  by 
the  way  of  Alton.  It  passes  through  a  country  of 
unsurpassed  fertility,  and  it  cannot  fail  to  bring 
to  the  Cleveland  and  Toledo  Road,  a  most  impor- 
tant accession  to  its  business.  The  amount  of 
trade  and  travel  that  will  flow  in  upon  us  from  that 
great  line  of  road,  will  be  second  in  ma^tnde  to 
DO  other  affluent,  except  the  Midugan  Southenn 
and  Northfifa  Indjjn^, 


The  Northern  Division  was  commenced  and  suc- 
cessfdllv  carried  forward,  under  the  charge  of 
Hon.  E.  Lane,  to  the  time  of  the  Consolidation; 
when  that  was  efi*ected,  the  Directors  did  not  deem 
it  necessary  to  press  the  work  to  its  earliest  com- 
pletion, since  the  Southern  Division — which  wa.s 
then  in  operation — furnished  a  temporary  accomo- 
dation for  the  business  that  might  be  expected  to 
be  done  by  both,  while  they  were  yet  new  and  un- 
developed lines  of  trade  and  travel. 

The  report  of  the  able  and  experienced  engi- 
neer who  has  had  charge  of  the  construction  of 
that  division  of  the  work  from  its  commencement, 
will  show  its  solid  and  substantial  character,  and 
that  the  runious  and  expensive  expedient  of  slight- 
tng  any  part  of  the  work  with  a  view  to  lessen 
the  first  cost  of  construction  has  been  wisely  avoid- 
ed. From  its  solid  construction,  slight  curve,  and 
low  grades,  we  feel  confident  assurance  that  there 
is  no  road  in  the  western  country  over  which  bet- 
ter time  can  be  made,  or  with  more  safety  ;  and 
that  it  will  perform  its  whole  duty  as  one  of  the 
links  in  the  great  chain  of  Railroads  from  New 
York  to  the  Misissippi  river.  At  present  the  trav- 
el of  this  great  Line  mainly  passes  over  the  South- 
em  division  ;  when  both  roads  are  oj)ened  to  the 
free  choice  of  the  travelling  public,  the  business 
will  probably  be  divided  between  the  two.  The 
construction  of  depot  accomodations  for  freight 
and  passengers,  has  thus  far  been  confined  chiefly 
to  the  immediate  wants  of  the  Company.  Ampler 
provison  will  be  indispensable,  especially  at  Tole 
do,  Sandusky  and  Cleveland.  The  cost  of  these 
caanot  now  be  stated,  as  it  will  depend  mainly 
upon  the  plan  that  may  be  adopted,  which  is  not 
yet  deflnitely  decided  upon.  It  may  not  be  inap 
propriate  t"^  bestow  a  few  remarks  upon  what  may 
be  denoninated  the  natural  power  of  the  g^ograpb 
ical  position  which  is  occupied  by  the  Company's 
rods.  The  slightest  inspection  ofthe  map  of  the  coun- 
try must  convince  any  one ,  that  viewed  with  reference 
to  Railwav  communication,  the  linej  between  Cleve 
land  and  Toledo  :s'  and  ever  must  be,  of  command- 
ing importance.  Between  these  two  cities  the 
waters  of  Lake  Erie  project  down  Into  the  very 
heart  of  the  United  States  and  form  the  most 
Southern  point  in  the  Northern  boundary  of  the 
whole  extensive  line  from  the  Atlantic  to  the  Pa 
ciflc  oceans. 

Here  the  Southern  shore  of  Lake  Erie  comes 
down  to  about  41  i°  north  latitude.  Assuming 
Cleveland  as  a  station  of  departure  Eastward,  the 
boundary  line  of  the  United  States  runs  from  it 
uniformly  nearly  North-East,' until  at  its  North 
East  terminus  in  the  State  of  Maine,  it  reaches  a 
point  above  latitude  47°.  A  line  drawn  East  from 
that  city,  with  a  very  slight  Southern  deflection, 
will  strike  the  city  of  Philaielphia.  Indeed,  for 
all  practical  purposes,  that  city  may  be  regarded 
as  on  the  same  parallel  of  latitude  with  Clevland. 
This  last  named  line  passes  through  the  heart  of 
Pennsylvania  and  New  Jersey,  while  New  York 
and  the  New-England  States  lie  to  the  north  of  it 
Passing  to  the  west  end  of  our  road,  and  taking 
Toledo  as  a  station,  the  boundary  of  the  United 
States  turns  suddenly  around  the  head  of  Lake 
Erie,  running  almost  North,  until  it  intersects  Lake 
Superior,  and  thence  through  that  lake  to  North 
latitude  49°'  and  thence  west  on  that  parellel  to 
the  Pacific.  It  also  so  happens  that  Lake  Michi 
gan  projects  down  into  the  country  to  a  point  at 
its  Southern  extreme,  nearly  on  a  parallel  of  lati- 
tude with  the  South  Shore  of  Lake  Erie,  between 
Toledo  and  Cleveland. 

Lake  Michigan,  from  its  geographical  position, 
may  be  regarded  as  an  insuperable  natural  barri- 
er to  Railroad  communication,  and  must  always 
force  around  its  southern  extremity  and  concen- 
trate at  that  point,  the  Railroad  travel  from  the 
immense  extent  of  country  lying  North,  North- 
west and  West  of  it,  stretching  away  West  to  the 
very  foot  of  the  Rocky  Mountains,  ar>d  North  and 
North-west  to  the  shores  of  Lake  Superior,  and 
into  regions  far  beyond  the  confines  of  that  lake. 
Destined  as  that  boundless  and  fertile  expanse  of 
country  undoubtedly  is,  to  be  peopled  with  unpre- 
Q«d«»ttd  asiditj,  te  lovr^  frsai  kk,iAtk»  Mas' 


thern  Atlantic  cities,  will,  io  a  few  years,  exceed 
in  amount  what  might  now  be  regarded  by  many 
as  the  vision  of  a  disordered  imafioation.  At  Chi- 
cago, a  partial  distribution  to  the  North-east  and 
South-east  will  take  place.  But  it  it  unmistakab- 
bly  evident  from  an  inspection  of  the  map,  as  well 
as  from  the  known  natural  features  of  the  country, 
that  when  the  railway  travel  going  Eastward  from 
this  boundless  region  is  brought  down,  as  it  ever 
must  be,  to  the  Southern  extremity  of  Lake  Mich- 
igan, the  great  mass  of  travel  when  ooce  there, 
will  keep  forward  on  a  nearly  due  east  line  to 
Cleveland.  From  the  turn  the  Lake  here  takes  to 
the  North-east,  Cleveland  will  always  be  the  first 
great  point  of  distribution  of  the  travel  to  the  Nor- 
thern Atlantic  cities,  thus  forced  around  the  south 
shore  of  Lake  Michigan.  A  part  will  seek  its  way 
to  Pennsylvania  and  the  Atlantic  cities,  over  the 
Cleveland  and  Pittsburgh  Railroad.  A  part  will 
take  the  same  direction  over  the  Cleveland  and 
Mahoning  road,  which,  with  its  connections  when 
completed,  form  a  line  of  uniform  guage  from 
Rock  Island  on  the  Mississippi  river,  both  to  Phil- 
adelphia and  New  York.  The  remaining  and  per- 
haps the  greatest  part,  will  follow  the  lake  shore 
to  Dunkirk,  when  another  distribution  will  take 
place  between  the  New  York  and  Erie,  and  th  • 
more  Northern  roads.  Nor  does  this  movement, 
vast  as  it  ever  must  be.  constitute  by  any  means  , 
the  entire  mass  of  travel  from  the  West,  that  will 
find  its  natural  outlet  to  the  East,  and  North-east, 
along  Hum  part  of  the  Southern  shore  of  Lake 
Erie. 

The  ftfichigan  Southern  and  tlft  Northern  Indi- 
ana roads  will  bring  to  Toledo  the  trade  and  trav- 
el of  the  country,  aiong  their  respectire  lines,  situ- 
ated between  Lakes  Erie  and|Michigan  ;  while  the 
Toledo  and  Illinois  line  of  road  will  bring  to  the 
same  point  from  the  South-west,  and  the  trade 
and  travel  of  the  Maumee  and  Wabash  val'iea, 
extending  even  to  St.  Louis  by  the  way  of  the 
Terre  Haute  and  Alton  Railroad. 

This  latter  line  of  road  penetrates  into  and  pass- 
es through  hundreds  of  miles  of  country  of  unsur- 
passed fertility,  and  viewed  in  connection  with  tL« 
long  and  important  lines  <^  Railroads  which  unite 
wit£  it  from  the  West  at  Fort  Wayne,  Logaosport, 
and  Lafayette,  and  that  it  intersects  both  branch- 
es ot  the  Illinois  Central  nearly  midway  their 
course,  its  immense  value  as  an  affluent  to  the 
Cleveland  and  Toledo  Railroad  is  self-evident  and 
can  scarcely  admit  of  an  over  estimate. 

With  the  trade  and  travel  going  West  from  the 
Northern  Atlantic  cities,  the  converse  process  of 
concentration  and  distribution  will  take  place. — 
The  first  great  point  of  concentration  from  Phila- 
delphia and  the  country  North  of  it,  will  be  at 
Cleveland,  thence  passing  over  the  Cleveland  and 
Toledo  road  to  the  city  of  Toledo,  the  llntt  distrt- 
bntion  of  this  concenti  lited  travel  will  there  take 
place  between  that  going  forward  North-west  and 
West,  towards  Lake  Micbif^an,  and  that  seeking 
its  way  South-west  through  the  vallies  of  the  Mau- 
mee and  Wabash  rivers  into  Indiana  and  Dlioois 
to  the  St.  Louis,  and  the  country  beyond  and 
above  that  city,  on  both  sides  of  the  Mississippi. 

The  second  point  of  distribution  will  be  at  Chi- 
cago. A  part  pjissing  up  the  west  shore  of  Lake 
Michigan,  past  Green  Bay  into  \he  upper  penin- 
sula of  Michigan,  to  the  eopper  and  iron  bearing 
region.  A  part  finding  its  way  Nortn-west,  to- 
wards the  western  end  of  Lake  Superior,  and  the 
head  waters  of  the  Mississippi,  and  at  no  distant 
day  far  beyond  the  sources  of  that  river,  into  the 
extensive  regions  drained  by  the  great  Bed  river 
of  the  north,  and  stretching  ofl*  We»>t  to  the  slopes 
of  the  Rocky  Mountains,  which  according  to  the 
report  of  Capt.  Pope,  of  the  United  States  Topo- 
graphical Corps,  of  his  exploration  of  the  upper 
waters  of  the  Mississippi,  and  of  the  country  with- 
in the  limits  of  the  United  States,  drained  by  the 
above  mentioned  Red  River,  made  by  order  of  the 
War  Department,  is  a  country  of  great  agricultur- 
al fertility,  and  of  sufficient  extent  for  at  least  two 
re^>ectable  States.  All  that  region  when  peopled, 
must  ever  on  its  way,  oome  down  around  the  south 
«r&  ^nd  of  Lnk«  MkUfML    I1m>  rtmniTi'rff  pact 
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will  gQ  forward  West  and  South-west  from  Chica- 
go to  the  very  verge  of  civilizatioD  on  this  side  of 
the   locky  Mountain. 

When  we  contemplate  the  certainty  and  magni- 
tude of  this  do  distant  future,  there  can  be  no 
mistaking  the  fact,  that  the  net-work  of  vast  rail- 
roads branching  out  from  Chicago  over  all  the 
coantry  above  described,  will  concentrate  at  the 
Sonthem  extremity  of  Lake  Michigan,  a  volume 
of  travel  and  trade,  which  in  the  movement  of  hu- 
man commerce  and  intercourse,  will  bear  the  same 
relation  to  the  secondary  and  ordinary  lines  of 
trade  and  travel,  and  that  the  aggregated  current 
of  a  mighty  river  sustains  to  the  head  springs  of 
the  valley.  The  main  body  of  this  great  move- 
ment, when  thus  concentrated  at  the  southern  ex- 
tremity of  Lake  Michigan,  will  naturally  I'O  for- 
ward iD  a  direct  Ime  to  the  head  of  Lake  Erie  at 
Toledo,  and  thence  to  Cleveland,  where,  as  already 
explained,  its  first  important  distribution  will  take 
place.  This  statement  of  the  commanding  natur- 
al position  of  this  great  trunk  line  along  the  south- 
ernmost shore  of  Lake  Erie,  between  Toledo  and 
Cleveland,  rendes  it  wholly  unnecessary  to  enter 
into  anyspecification  of  what  now  are,  and  what 
mast  be  hereafter,  its  almost  innumerable  affln* 
eats  direct  and  remote,  both  East  and  Wet^t  of  it, 
or  to  go  into  a  detail  of  their  individual  impor- 
tance. 

Enough  has  already  been  said  on  this  topic  to 
demonstrate  that  the  Cleveland  and  Toledo  Rail- 
road may  safely  rely  for  its  present  and  future 
prosperity  upon  the  broad  and  deep  fountains  of 
business  provide  for  it  by  the  hand  of  nature, 
which  can  neither  be  dried  up  nor  diverted  from 
their  natural  channels ;  and  these  considcrjttions 
make  manifest  the  propriety  of  combining  the  two 
parallel  lines  above  described  in  one  corporation, 
which  add  largely  to  the  local  accommodations, 
and  avoid  the  possibility  of  rival  and  interfering 
interests,  while  the  business  to  be  developed  will 
be  constantly  on  the  increase,  and  tax  to  the  ut- 
most the  capacity  of  both. 

In  corroboration  of  this  view,  notwithstanding 
ibo  long  continued  stringency  in  the  money  mar- 
ket, and  the  diminished  activity  of  business  this 
year  compared  to  the  last,  yet  daring  the  only 
four  months  of  this  year  and  the  last,  in  which  it 
is  In  'he  power  of  the  Company  to  make  a  com- 
parison, the  receipts  of  these  four  months  hive  ex- 
ceeded those  of  last  year  on  the  Southern  division 
seventy-three  per  cent.  The  report  of  the  Super- 
intendent exhibits  the  gratifying  fact,  that  the 
gross  earnings  of  the  Company  for  nine  months, 
commencing  with  the  Ist  of  September  last,  when 
the  consolidation  took  place  (an<il  the  present 
Company  was  organized)  to  the  3Ut  of  May, 
amounted  to  8497,570  80,  and  the  cost  of  operating 
the  road  to  $203,703  02,  leaving  a  net  income  of 
S293,876  85.  Thus  it  will  be  seen  that  the  cost  of 
running  the  road  is  a  fraction  less  than  forty  per 
cent,  of  its  earnings.  The  details  of  the  cost  of 
operating  the  road  will  be  found  in  the  superin- 
tendent's report.  After  what  has  been  said  above 
we  deem  it  almost  superfiuous  to  express  the  opin- 
ion that  the  business  of  the  company  will  he  larg(>- 
ly  Increased  during  the  coming  year,  and  that  the 
Cleveland  and  Toledo  Railrood  will  always  be  able 
to  maintain  its  place  on  the  list  of  first  class  invest- 
ments. 

Daring  the  nine  months  embraced  in  the  Su- 
perintendent'sBeport,  commencing  with  t'e  1st  of 
September  last,  the  Company  have  transported 
over  their  roads  upwards  of  three  hundred  thou- 
sand pas.sengers  without  an  accident  causing  a  loss 
of  life,  or  personal  injury  to  any  One  of  them,  with 
the  single  exception  of  the  fracture  of  a  passen- 
ger's arm,  which  was  incautiously  projected  from 
the  window  of  a  car,  while  passing  a  bridge.  The 
Directors  make  this  announcement  with  the  most 
unfeigned  satisfaction.  No  other  fact  could  so 
conclusively  prove  that  the  Road  is  so  managed 
as  to  entitle  it  to  the  confidence  of  the  travelling 
public,  and  that  its  safety  has  been  vigilantly 
guarded  by  the  Superintendent,  Conductors,  En- 
gineers, and  All  others  employed  in  the  transporta- 
tion department.    In  coacladiog  oar  report,  wd 


take  great  pleasore  in  bearing  testimony  to  the 
ability,  fidelity  and  zeal  with  which  all  theOflScers 
and  Agents  of  the  Company  have  discharged  their 
respective  Duties. 

S.  F.  VINTON 
•'    ■  President. 


OreenTllU  and  Colnmbla  Railroad. 

The  recent  annual  report  of  this  company  states 
the  total  disbursements  on  amount  of  construction 
up  to  July  10th,  to  have  been  Sl,999,080  41.  The 
total  cost  of  road  as  represented  by  its  stock  and 
debt  is  as  follows :    ■   ■•  -  >'   '-- 

Stock  paid  in Sl,293,464  25 

Bonds  sold 630,600  00 

Floating  Debt 488,306  27 

ToUl $2,262,270  52 

From  this  sum  are  to  be  deducted  S140,777  77, 
being  the  amount  of  the  available  mf^aos  of  the 
Company,  ■^■■'.:-:^' 

To  pay  the  floating  debt  the  Company  have  still 
on  hand  $269,500  of  mortgage  bonds,  being  the 
balance  cf  an  issue  of  $800,000.  Estimating  the 
bonds  at  par,  there  will  be  a  balance  of  $28,028 
00  of  indebtedness  to  be  provided  for. 

The  receipts  of  the  road  for  the  year  have  been 
$214,865  13.  The  estimated  receipts  for  the  cur- 
rent year  are  $800,000,  which  will  be  sufficient, 
allowing  one-half  for  working  expenses,  to  pay 
the  interest  on  the  funded  debt,  and  7  per  ct.  on 
the  stock.  :v.v  Y^'  ;• 

The  total  length  of  main  track  to  Qreenville  is 
143  miles.  Length  of  the  Anderson  Branch  10; 
Abbeville  Branch  12  miles :  total  length  of  road 
165  miles.  The  road  has  been  operated  the  past 
year  with  great  success.  Of  45,000  passengers 
carried,  not  one  has  snflered  iiyury.  The  equip- 
ment has  been  almost  equally  free  from  accident. 

The  above  road  supplies  railway  accommoda- 
tions to  an  extensive  and  wealthy  portion  of  South 
Carolina.  It  has  been  built  at  low  cost  and  bids 
fair  to  be  remunerative  to  stockholders,  as  well  as 
to  add  largely  to  the  value  of  property  on  its 
route.  Its  management  from  the  commencement 
has  been  characterized  by  prudence,  economy  and 
perseverance,  which  qualities  have  secired  to  the 
public  a  valuable  work,  and  to  the  stockholders 
what  is  destinad  to  a  profitable  one. 


'y^' 


press  their  market  value.  Roads  may  be  com- 
pelled to  expend  their  earnings  upon  construction, 
but  there  is  no  good  reason  why  they  should  do 
•o,  provided  money  can  be  had  from  other  sources. 
The  increase  of  the  capital  account  of  the  Boston 
and  Worcester  Railroad  from  1836  to  1849  was 
$3,400,000,  while  the  whole  amount  of  net  earn- 
ings was  only  $3,000,000;  yet  during  this  period 
of  14  years  the  Company  earned  and  paid,  over 
seven  per  cent,  upon  the  cost  of  the  road,  annual- 
ly. This  is  one  of  the  soundest  and  most  produc- 
tive and  successful  roads  in  the  United  States ; 
but  had  the  increased  expenditures  been  paid 
ftom  earnings,  ihe  stockholders  would  not  have 
received  a  penny  up  to  the  present  time. 

It  may  be  inconvenient  for  holders  of  railroad 
stock  to  forego  their  usual  dividends,  but  they 
really  suffer  no  loss.  They  only  invest  their  own 
means,  instead  of  creating  nao  debts  ;  and  also  it 
may  be  entirely  proper  for  companies  to  divide 
earnings  upon  the  capital  they  hjive  already  in- 
vested, while  iheir  construction  accounts  may  be 
open.  Certainl ,-,  it  is  much  wiser  for  them  to  re- 
tavest  their  o\r  \  means,  than  to  borrow  of  otheM 
at  exorbitant  ru  3S. 


M^liy  Earnings  are  Applied  to  Construction. 

We  presume  that  the  increase  of  constmction 
accounts  of  most  of  our  railroads  exceeds  an- 
nually the  amount  of  their  tM  earnings.  This  in- 
crease is  the  unavoidable  result  of  a  proportionate 
increase  of  traffic.  There  is  no  good  reason  why 
't'o  increase  should  be  borne  by  earnings,  nor 
wh  -i'-ri^ends  should  not  be  paid  from  year  to 
year,  ><it»>i  capital  actually  invested.  Bnt  it  may 
happeu,  &i  k^"]!  has  been  the  case  the  present 
year,  that  trv»a  v.-^s  Jitficulty  of  borrowing  money, 
or  of  obtaining  nc^  additions  to  the  capital  ac- 
count, earnings  are  expended  in  construction,  to 
meet  exigencies  that  cannot  be  provided  for  in  the 
manner  above  stated.  There  is  no  debt  that  the 
New  York  Central,  the  Cleveland  and  Columbus, 
and  the  Little  Miami  Companies,  are  earning  net, 
a  large  dividend  upon  their  cost.  Yet  they  have 
recently  omitted  to  pay  one,  in  consequence  of 
having  applied  the  earnings  in  improvements 
upon  their  lines,  and  which  could  not  be  post- 
poned without  great  loss,  or  inconvenience.  The 
course  pursued  has  rendered  the  roads  all  the 
more  yaloable,  though  the  effect  baa  been  to  de- 


Ohio  au<l  Indiana  Railroad. 

The  entire  track  of  the  0!iio  and  Indiana  Rail- 
road, extending  from  Crestline  on  the  Cleveland, 
Columbus  and  Cine  innati  road,  to  Fort  Wayne,  in 
Indiana,  is  laid,  with  the  exception  of  some  thirty   • 
miles,  which  is  now  being  put  down  and  the  whole  . 
road  will  be  completed  and  in  operation  by  the   : 
5th  September  next.    This  company  have  con- 
structed their  work  with  great   care.     They   will 
have  one  of  the  best  works  in  Ohio,  and  much  of 
success  and  throughness  may  bo  justly   attributed 
to  their  able  President  Samuel  Hanna,  of  Fort ; 
Wayne  Indiana. 

Tlie  Alexandria  and  Gordona-ville  Railroad*.' 

We  learn  from  the  Charlottesville  Advocate^ 
that  "the  subscription  of  Amherst  and  the  private 
subscriptions  already  obtained  have  placed  at 
least  the  commencement  of  this  work  beyond  all 
doubt.  Wether  it  will  be  completed,  or  not  must 
turn  upon  the  additional  assistance  that  it  is  hoped 
will  be  rendered  by  those  who  will  soon  learn  to 
appreciate  its  great  advantages.  The  letting  of 
the  whole  distance  to  Lynchburg — 58  miles — 
will  take  place  as  soon  as  the  notic  e  of  the  fact 
can  be  properly  advertised." 

mivranlKle  and  MlasUalppl  Railroad. 

The  earnings  of  the  Milwaukie  and  Mississippi 
Railroad  for  July  were : 

•  ■'  -—■  1853. 

Passengers... ....$8,384  64 

Freight 7,770  21 


1854. 
$16,099  65 
19,474  79 


Total $16,154  85        $35,574  74 

The  road  is  now  running  to  Madison  100  miles, 
while  it  was  running  to  Janesville,  70  miles,  in  the 
month  of  July,  1863.  Taking  the  average  per  mile 
of  last  year's  business,  the  increase  of  length  of 
road  would  require  receipts  of  about  $23,100,  leav- 
ing a  margin  of  over  $12,000  for  actual  increase 
of  business  during  the  dullest  month  of  the  whole 
year.  In  the  year  1852,  the  total  receipts  of  July 
(the  road  open  toEagle  36  miles,)  were  $4,419  86. 
The  average  sum  per  mile,  per  month,  of  road  for 
the  three  years  is : 


1862 $122  60 

1853 231  00 


1854 $356  74 


North  Carolina  Railroad  Conventlom. 

A  Convention  will  be  held  in  Centre,  Stanly 
County,  on  Saturday  the  9th  day  of  September 
next,  to  take  into  consideration  the  subject  of  con- 
necting the  Atlantic  Seaports  of  ^orth  Carolina 
by  railway  communication,  with  the  chain  of  roads 
bordering  to  the  valley  of  the  Misissippi. 
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BoHtti-'West  Br»noli  Paeiflo  Railroad. 

We  understand  that  the  first  division  of  this 
road,  from  Franklin  t^  Gasconade,  is  now  ready 
for  construction, all  the  preliminary  engneering 
work  being  complete.  The  engineer  force  has 
been  organized  with  a  view  to  immediate  prosecu- 
tion of  the  w«rk,  but  as  the  means  for  this  is  en- 
tirely dependent  on  the  citizens  of  the  South-west, 
and  the  question  as  to  the  tax  for  the  necessary 
S500,000  postponed  until  the  August  election,  it 
has  been  thought  advisable  to  discontinue  this 
force,  until  it  is  certain  that  the  South  west  would 
be  true  to  its  own  interest,  and  subscribe  the 
amount  needed,  and  orders  have  been  issued  to  that 
effect.  The  engineers  will  be^placed  again  on  the 
line  within  thirty  days,  provided  favorable  action 
is  had  in  regard  to  the  subscription,  but  not  until 
the  whole  sum,  S500,000,  is  taken. — St.  Louis  Re- 
publican. 

Boaton  and  New  York  Central  Railroads 

The  Directo'-s  propose  to  issue  $260,000  of  their 
first  mortgage  bonds  "  to  stockholders  and  friends 
of  the  eiiterprise,"  at  80  cents  on  a  dollar.  The 
avails  are  supposed  to  be  snflOicient  to  enable  trains 
to  run  over  the  entire  road  into  Boston,  within  60 
days.  The  authorised  capital  of  the  Boston  and 
New  York  Central  is  $2,925,000  in  shares  of  $100. 
Of  this,  22,088  shares  ($2,208,800)  have  been 
issued  to  stockholders  and  16l2  shares  have  been 
pledged  as  collateral.  The  concern  owes  a  balance 
of  $936,379  71,  beside  $297,750  of  Norfolk  County 
bonds  outstanding.  Its  assets  are  $1,200,000  of 
mortgaged  bonds,  and  the  unissued  stock,  say  7000 
shares.  Of  the  bonds,  $694,000  have  been  pledged 
as  collateral,  for  $612,931.  Of  this  last  amount, 
$450,000  is  not  due  for  one  year,  or  thereabouts. 
Pr^tically,  the  road  has  $500,000  of  bonds  on 
hand,  with  which  to  carry  the  floating  debt  and 
put  itself  in  running  order.  .,  ,^ 


To  Engineers  and  Surveyors. 

A  YOUNG-  man,  18  years  old,  wants  a  situation  (to  learn  the 
business)  as  chain  carrier,  in  a  railroad  survey.  No  ob- 
jections to  go  to  any  part  of  the  country,  or  world.  Good  re- 
ference can  be  given  if  required.  Address  A.  S.|  Office  xf  this 
Journal.  [32  Ini 

RAILROAD  STOCKS,  BONDS  *  STATE  SKCUEITLES. 
The  subscriber  offers  for  sale- 
Ohio  and  Mississippi  Railroad  Company,  7  per  cent,  second 
mortg.ige,  conyertible  Bonds.    Interest  payable  eemi-annually 
in  New  York. 

Scioto  and  Hocking  Valley  Railroad  Company,  7  per  cent, 
first  Biortgage,  convertible  Bonds.  Interest  payable  semi-an- 
nually in  New  York. 

Cincinnati,  Western  Railroid  Comprinj-,  8  per  cent.  Rea! 
Bstate  Bondis.    Interest  payable  soni  annually  in  New  York. 

Hamilton  County.  Ohio,  6  per  cent  BonO-s.  Interest  payable 
semi  annually  in  New  York. 

IiOuisyille  and  Portland  R.  R.  Co.  Bonds. 

Maysville  an<i  Lexington  R.  R.  Xio^  6  per  cent,  second  mort- 
gage, convertible  Bonds. 

Louisville  City  Bonds. 

Cincinnati,  Logansport  and  Chicago  R.  R.  Co.,  10  per  cent. 
Income  Bonds. 

RAILROAD  STOCKS. 

Covington  and  Lexington  R  R.  Stock. 

Cincinnati,  Hamilton  and  Dayton  R.  R.  Stock.    - 

Little  Miami  R.  R.  Stock. 

Ohio  and  Mississippi  R.  R.  Stock. 

Southern  Bank  of  Kentucky  Stock.  . 

Columbus  and  Xenia  R   R  Stock. 

Cincinnati  and  Chicago  R.  R.  Stock.  .,' 

Central  Indiana  R.  R  Stock  ^  v.- 

Cincinnati  and  Indianapolis  R.  R  Stock. 

Indianapolis  and  Bellefbnuino  R.  R.  Stock. 

Cincinnati,  WilminfiTton  and  Zanesville  R.  R.  Stock. 

WANTED— 1100,000,  for  which  the  best  securities  will  be 
given. 

WANTED— $40,000,  on  commercial  paper. 

I!"AAC  OSBORN  DAVIS, 
Stock  Exchange  and  Financial  Aeenry  Office, 
No.  88  Third  street. 
32  Im]  Cincinnati,  Ohio. 


Ogdensbargb  (Northern  N.  T.  )  Rallvirajr. 

At  a  meeting  of  the  beard  of  Directors  of  the 
Ogdensburgh  Railroad ,  held  at  Malone,  August  2, 
Wm.  Raymond  Lee  was  chosen  President ;  Geo. 
v.  Hoyle,  Vice-President  and  Superintendent;  J. 
Francis  Tuckerman,  Treasurer,  and  I.  G.  Hopkins, 
Secretary. 

Cleveland  Palnetvllle  and  Aabtabnla   Rail- 
road 

At  a  meeting  »f  the  stockholders  of  the  Cleve- 
land, Paincsvilie  and  Ashtabula  Railroad,  held  at 
Cleveland  on  Tuesday  last,  the  following  gentle- 
men were  unanimously  elected  to  serve  as  direct- 
ors for  the  ensuing  year :  Alfred  Kelley,  Columbus, 
Ohio ;  Wm.  Case,  Chas.  Hickox,  Amasa  Stone,  Jr., 
W.  D.  Beattie,  Stillman  Witt,  T.  M.  Kelley, George 
B.  Ely  of  Cleveland,  0. ;  D.  R.  Page,  Madison,  0.  ; 
Erastus  Case,  Auburn,  N.  Y.  At  a  subsequent 
meeting  of  the  directors,  W.  Case  of  Cleveland, 
was  reelected  President  j  George  B.  Ely,  Secretary, 
and  P.  Handy,  Treasurer.  An  exhidlt  of  the  final- 
cial  condition  of  the  company  was  presented,  which 
was  very  satisfactory.  The  business  of  the  road 
for  the  six  months  ending  June  30,  shows  an  increse 
of  twenty-five  per  cent,  over  the  same  period  of 
last  year.  ■:  p.'.'Z- 

Cincinnati,   Harriaon  &>  Indianapolis  Rail- 
road 

At  the  regular  annual  meeting  of  the  stockhold- 
ers of  Cincinnati,  Harrison  and  Indianapolis 
Straight  Line  Railroad  Company,  held  on  the  10th 
of  August  the  following  gentlemen  were  elected 
Directors  for  the  ensuing  year  : 

E.  M.  Gregory,  Chas.  Reemelin.  T.  W.  Faber,  R. 
H.  Pinny,  Robert  Boal,  J.  H.  Gerard,  John  M. 
Makin. 

The  Board  of  Directors  organized  by  electing 
E.  M.  Gregory,  President ;  Chas.  Reemelin,  Gen- 
eral Agent ;  T.  W.  Faber,  Secretary ;  John  M. 
Makin,  Treasurer. 


^nn  TONS  No.l  Glengamock  Sco'ch  Pig  Iron  in  tots  to 
kJ\J\J  suit  purchasers  for  sale  by 

NAYLOR  &  CO. 
W  and  101  John  st. 
N.  B.— The  above  Iron  com^^  ig^ortod.  [32  tC 


Maclilnlsts^  Tools. 
SHRIVER  Ac  BROTHERS, 

Cumberland,  Maryland, 

(on  Baltimore  4"  Ohio  li  It,  midieay  betteetn  Baltimore  and 
the  Ohio  Riter) 

MANUFACTURERS  of  Engine  Lathes,  Planing  Machines, 
Drill  Presses,  Hand  Lathes,  and  other  Machinists'  Tuols 
These  tools  are  builtjn  a  superior  manner,  from  the  very  best 
materials,  and  are  particularly  adapted  for  railroad  shops  and 
all  others  re<iuiring  first  rate  machinery     Our  location  is  very 
advantageous  for  shipping  work  to  the  West  or  South.     Orders, 
and  communications  receive  prompt  attantion.     Address 
7^  :k   -    SHRIVER  &  BROTHERS  Fulton  Works, 
''  Cvmberland,  Maryland. 

Augwt  19th,  1854.  (3i  6m 


To  iiailroad  and  Canal  Co.'s 
Contractors,  &c. 

THE  undersigned  would  direc  t  the  attention  o 
Cbicf  Engiueers  and  Contractors  to  ibefiicili- 
ties  they  possess  for  supplying  tbera  with  labor- 
ers, mechanics  &c.,  ofanydescri()tii)n,and  also  in- 
form them  that  they  forward  and  deliver  such  meo 
at  whatever  destiuation  they  may  be  required. 

Companies  or  Contractors  desirous  of  receiving 
steady  and  industiious  men,  will  bi' promptly  BUf>- 
plied  at  the  shortest  possible  notice. 

JOHN  J.  HELLING  &  CO. 
No.  86  Greenwich  Street,  New  I'oik 
26.4t 

Ijawrence  Scientific  school, 

HARVARD  DNIVERSITY. 

THE  next  term  pf  this  Institution  will  open  oa 
the  ;hirty-fir^t  day  of  Aiigubt,  Ibbi,  and  con- 
tinue Jwenty  weeks. 

Instruction  by  Recitations,  Lectures  and  Practi- 
cal exerci.scs, according  to  the  natura  of  ibe  Study, 
will  be  given  in ; 

Astronomy  ...v.*..  ....by  Messrs.  Bond.  '<    • 

Botany „  Prof.      Gray. 

Chemistry,     Analytical 

and  Practical _.,     ,,^.:       Horsford. 

Comparative  Anatomy 

and  Physiology „      „        Wyman. 

Engineering „       „        Eusiis. 

Mathematics „       „         Pierce. 

Mineralcgy „       .,         Cooke. 

Physics „       ,,         Lovering. 

Zoology  and  Geology.  ..  „       „         AgasMiz. 
For  further  information  concerning  ih«  School 
application  may  be  made  to  Prof  E.  N.  Houford, 
Dean  of  the  Faculty.  /  ,      : 

Camaridof:,  Mass.,  July,  1854.  '        f80  4t 


V  Office  Ciscixhati,  Huiilton  &  Dattoh  R.  R.  Co 
?  Cincinnati,  August  9th,  1S64. 

THE  Board  of  Directors  of  this  Comi  any  have  this  day  de- 
clared a  Dividend  cf  Five  per  cent,  out  of  the  net  earning 
of  the  Company  for  the  Six  months  ending  31  July,  payable  in 
Scrip  bearing  Seven  per  cent  interett  redeemable  in  three 
years.  The  Scrip  will  be  delivered  on  and  after  Sept  1st,  to  t  e 
Stockholders  registered  in  Cincinnati  on  applKation  at  the  office 
of  the  Company,  and  to  Uiose  rcihstered  in  New  York  at  the 
offiea  of  the  Ohio  Life  Insurance  *  Trust  Company  hi  that 
city.  The  Transfer  Books  will  be  closed  for  ten  days  from  this 
date. 
82  Im)  FRANK  S.  BOND,  Secretary. 


Rensselaer  Polytecbnic  In- 
stitate. 

DESIGNED  for  the  education  of  Architects  and  Civil 
ENOisaaas,— including  Railway,  Hydraulic,  Topojjraphi 
cal,  and  Mining  Engineers 

For  copies  of  the  Annual  Register,  gi\Tng  ftili  information 
respecting  the  Institute,  apply  to 

-       R.  FRANKLIN  GREENE,  Director,  R.  P.  I. 
82  3m]  Troy,  Nete  York. 

'^    Loirnioor  iron* 

BS"W.  BAILEY  LANG  &  CO ,  64  CLIFF  STREET, 
have  in  stock  and  oflcr  for  sale  an  assortment  of  Round,  Flat 
and  Square  Bars  LOWMOOR  IRON,  which  they  will  sell  by  tha 
ton  or  single  bar.  The  attention  of  manufacturers.  Railway 
Managers  and  Mechanics  is  particularly  directed  to  the  quality 
of  this  Iron,  as  its  great  strength,  uniformit}-,  and  freedom  from 
flaws,  render  it  the  best  Iron  in  the  market,  where  first  quality  is 
required. 

W.  BAILEY  LANG  &  CO.,  being  S<de  Agenta  in  the  Uni 
ted  States  and  Canadas  for  the  LOW  MOOR  CO.,  will  esecutb  Or 
ders  at  manufacturer's  prices.  6t.81 


UniYcrsal  Scroll  Chncks. 

THOSE  in  want  of  a  superior  article  and  of 
various  sizes  will  please  call  at  or  adress  the 
MERIDEN  MACHINE  CO.  16  Gold-st.  cornner  of 
Piatt,  New  York  City.  31^ 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crata can 
adapted  to  Railroad  purpoM,  which  wtii  beaold  at  a  reaa' 
onabia  price.     For  ftirtticr  informatioi,  apply  to 

SAMUBL  J.  HAYE.**, 
M.  of  M.,  Baltimore  anJ  Ohio  R.  E  Oo 
Or  BRIP'tKS  4c  BRO  ' 

19  tf  64  Courtlaad  at.,  Naw  Tart, 

To  Contractors  for  Railroad 
.«  Iron. 

PROPOSALS  will  be  received  until  the  20tb  September  jhr 
n  ne  tliwusand  t"Q«  of  railroad  iron  T  pailem.  kixi^  pjund* 
to  tlie  yard.  One-half  to  be  delivere*!  at  Charle-ti'a,  >outk 
Carolina,  and  one-baif  at  Wilmington,  ^o^h  C«rol.n»i,  duiviry 
10  cofflraence  in  January  an<l  ckjse  In  Augu-^t,  equal  qua&tiuM 
10  h«  deliveretl  in  each  mooih  at  etch  placr.. 

Payment  will  be  aiude  ini>it«diaiuly  ou  tbe  dolivery  of  each 
cargo,  in  North  CaroUnn  Funds  Tiie  contract  wili  b«  gi»e;i  lo 
tiic  lowest  re.'jponsihle  bidder  proviijcd  Uia  price  l)e  bktte. 
factory.  Bidders  will  eod'.'iao  their  bids— "ArcpMoia  fur  K»iJ- 
road  Iron"— and  addreas  them  to  Cyrus  P  Mtii<jciib«li  8rGni> 
Ury,  North  Carolina  Railroad  Company,  Growishoro  N.  o. 

WALTER  OWY.Vv. 
Chief  Eng.  NCR.  R  Co 
Raleigh,  August  M,  1854.  [Jt  t  d. 

Steam  Kngine  and  Blowingr 
Cylinders  for  Blast  Furnace 
for  Sale. 

*    STEAM  ENGINE,  20  inch  cylinder,  tnd  five  feat  atroke, 
l\.  together  with  Blowing  Cylinders,  five  feet  diameter,  acd 
six  feet  stroke,  in  perfect  working  order,  Ibr  sale      App'y  to 
EDW.  BECH  *  KUNHARDT,  62  Beaver  St.. 
Or,  A.  TOWAR,  Ayeit  Pckeepaie  Iron  Worka, 

23tf  Pok»»epB)e,  N.  T. 


To  Civil  Kngineers. 


J.M 


,  residing  at  102,  Third  art  nue,  New 

York  city — wishes  to  obtain  the  situa- 
tion of  assistant  in  a  Civil  Enginetr's  office,  or  the 
situation  of  Engineer  or  Sapcrintendent  of  woi  ks. 
or  for  any  department  of  work,  or — having  sur 
veying  instruments  of  his  own — be  would  under 
take  surveys  both  for  railroads  and  other  works. 

He  has  been  employed  princi^%!ly  in  Scorland 
surveying  railways,  ssuperintending  railway  worki 
making  surveys  of  Burghs,  surveying  for  water 
works,  &c. 

He  most  respectfully  solicits  the  attention  of 
Civil  Engineers  or  parties  who  require  bis  services 
and  will  attend  to  business  faithfully  and  efficioot^ 
ly.-_-   -  -  [lt»2Jl 


'% 
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AMJDRICAK    RAII^ROAP    JOUHJN^Li. 


Z£RAU  COLBURN, 

ENOrXEER  AUD  AGBNT 

FOR  the  Design,  Conit-uction,  Valuation'and  Purchase  ofLo- 
comotives  and  Railroad  Machinery. 

OObrs  bia  services  to  Railroad  Companies  in  either  of  these 
depwtmenu,  having  iong  experience  and  the  bMt  fhcilitiei  for 
all. 

Aa  OoNSULTiHO  EaaiNBiR  he  will  advific  as  to  the  value  or 
adaptation  of  any  8yi>teni  of  motive  power,  and  TiimiAh  draw- 
ings, estirnatei  aod  speciScations  for  any  arrangement  of  engine. 

A»  AOTIHO  EiraiNEiR  he  will  superintend  the  construction, 
survey,  or  rcconatructioD  of  any  railroad  machinery,  and  gtiar 
•ntoe  sati^ctory  results. 

As  CoMTaACTiNO  EsaissKK,  having  connection  with  the 
mo:jt  reliable  and  xuccessful  manufkcturers,  he  will  negotiate 
for  the  purchase  of  Locomotives  of  the  very  best  construction 
and  proportionat  Also  Wheels,  Tirea  and  Repair  Shop  Ma- 
chhier/. 

Having  much  experience  in  Fatant  Business  he  will  undertake 
ttaa  preparation  of  Drawings,  Specifications,  Applicatious  for 
Pateot  or  Oaveat  and  other  papers  necessary  for  inventors.  He 
is  able  to  give  material  asaiiitance  in  bringing  inventiona  and  im- 
provemeotd  in  Railroad  Machiucry  into  ravorable  notice. 

CHILLED  TIRES   FOR   LOCOMOTIVE  DRIV- 
ING WHEELS. 

Zerah  Colbum  retains  the  principal  agency  for  the  sale  and 
right  of  use  of  this  valuable  improvement,  and  will  ftimish  the 
moet  substantial  guarantees  of  its  Safety,  Durability,  Adhesion 
aod  great  EcoNOJir. 

Office,  3d  floor  American  Railroad  Joama<  Building, 

No.  9  Spruce  street, 

New  Ymk. 
REFERENCES. 

The  New  Jersey  Locomotive  and  Machine  Co. 

Jam<>3  J?cks<in,  Pres't  .  Paterson,  N.  J. 

Ohaa.  W,  Elliott,  Vice  Pres't.,  59  Beaver  str.,  N.  Y. 

Henry  V.  Poor,  Esq.,  Editor  Railroad  Journal,  New  York. 

Oea  D.  Phelps,  PreVt,  Del,  Lack  and  Western  Railroad. 

(Jeo.W.Wlu8tler,  Vice  Pres't  New  York  it  New  Haven  R.B. 

WUliam  Raymond  Lee,  Esq.,  Bostoa 

Boah  «t  Lobdell,  Wilmington,  Del. 

OMver  M.  Hyde,  B»q.,  Mayor  City  of  Detroit.  .  i     ■  •    . 

NUGENT'S  COI^LEGE    ~ 

or 

ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 

E.  NooENT,  C.   E.,    Principal. 

'liUE  design  of  this  Institution  is  to  afford  young  men  an  op- 
A  portunity  of  a  squiring  a  ka<iwledge  of  the  profession  of 
CVil  Eogineering,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowlerlge  of  Mathematics,  Architec- 
tural and  Mechanical  Erafting,  Plain  and  Ornamental  Penman- 
ship, &c. 
tor  further  particulare  addrcas  the  Principal. 

Atew  York  and  Erie  U.  R. 

PASSENGER  TRAINS 

leave  Pier  Ibot  of  Duaue  street, 

■a  fbllowa,  viz: — 

Bttffalo  Expaasa,  at  6  a.  m.  (br  Buffalo  direct,  over  the 
N.  T.  t  E.  B.  R.  and  the  B.  dc  N.  Y.  0.  R.  R.,  without  change 
of  baggage  ur  cars. 

DritKiRK  ExPBiaa,  at  6  a.  m.  for  Dunkirk. 

Mail,  at  8^  a.  m.  for  Dunkirk  and  BuffiUo,  and  intermediate 
•tatioos.  Passengers  l.y  this  Train  will  remain  over  night  at 
any  Station  between  Biiighamton  and  Coming,  and  proceed  the 
next  morning. 

Wat  Exprsss,  at  1  p.  m.  for  Dunkirk. 

RocxLAKD  PAssgHOBR,  at  4  p.  m.,  (ft-om  foot  of  Chamber! 
Street)  via  Piemiont,  for  Suffem  and  intermediate  stations. 

Wat  PASsasoBR,  at  4  p.  m.,  (br  OtisvUle,  and  intermediate 
■tationa. 

NiOBT  IxPKBSS,  at  6  p.  m.  for  Dunkirk  and  Baflklo. 

Emioramt,  at  6  p.m.,  for  Dunkirk  and  Bulblo  and  intermedi- 
ate Stations. 

On  Sundays  only  one  Express  Train — at  6  p.m. 

These  Express  Trains  connect  at  Elmira  with  the  Ehnirt 
•nd  Niagara  Falls  Railroad  for  Niagara  Falls ;  at  Buffiilo  with 
flrst-clasa  splendid  .''tasrners  on  Lake  Erie  for  all  poru  oil  the 
Lake  ;  and^at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleve- 
fawd,  Oinciituati,  Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  8up»t 


Power  Planers. 

THOSE  in  want  of  a  small  Power  Planer  which 
will  plane  3  feet  in  length,  14  in.  wide,  and 
12  in.  deep,  and  made  in  a  superior  manner,  will 
please  call  at  the  cflBce  of  the  MERIDEN  MA- 
CHINE CO.  16  Qold-gt.  Conner  of  Piatt,  New  York 
City. 

Any  commanication  by  mail  directed  to  the  of- 
fice or  Factory  (West  Meriden,  Ct.,)  will  meet 
with  prompt  attention. 

,  For  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  bore  and  20  inches  stroke  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  about  six  months. 

ROGERS,  KETCHUM  &.  QROSVENOR, 
PatersoD,  New  Jersey, 
j«1.14  29  tf.J  or  74  Browiway,  N«w  York. 


NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

ENLARGEMENT  OF  ERIE  CANAL— WESTERN 
DIVISION. 

Sealed  proposals  will  be  received  at  the  Eu' 
gineer's  Office  in  the  city  of  Bufialo,  until  the  1st 
day  of  September  next,  at  10  o'clock,  a.  m.  lor  the 
following  described  work  between  Tonawanda  and 
Black  Rock  :— 
Section  360,  with  penalty  iu  bond  ol.. $14,000. 

„      361.     „  „        „      „      „       20,000. 

„      862,     „         „        „      „      „       17.200. 

,.      363,     ,.  „         „       „      .,        10,000. 

„       364,     „  , 9.800. 

„       366,     „  „        10,600. 

»      366,     „  .,        ,.      .,      ..       15,800. 

..      367 ,      „      „       12,000. 

Guard  Lock  and  Section  at  Black  Rock. . .  14,000. 

Waste  Weir  on  Section  360 600. 

Culvert  on  Section  862 600. 

Bridge  Abutments  on  Section  360  to  Lock 

Section  inclusive 2,000. 

The  above  work  to  be  completed  by  the  first  of 
April,  1867. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Rochester  until  the 
4th  day  of  September  next,  at  10  o'clock  a.  m., 
for  the  following  described  work  between  Roches- 
ter and  Spencerport : — 
Section  266,  with  a  penalty  in  bond  of.  $7,600. 

II       267,    „        i  .  „        „      „     ,.     8,500. 

„       268,    „  „        „      „    „     6,700. 

..       269.     ,.  „        „      „     „     6,100. 

11       270,     „  „        „      „    „     6,600. 

II       271.    „  „        „      „     ..     6,200. 

„       272.     „  ,.        „      „    ,.     6,600. 

II       278.     „  „        „      ,.    „'   7,200. 

II       274.    „  „        „      „     „     4,200. 

„       275.     .,  ..        ..       „     „   10,200. 

Culverts  on  Sections  266  and  276,  boih  in- 
clusive do.  do 3,600. 

Bridge  Abutments  on  Sections  266  to  Sec- 
tion 270  both  Inclusive 3.000. 

Bridge  Abutments  on  Sections  271  to  Sec- 
tion 276  both  inclusive 2,000. 

The  above  work  to  be  completed  by  April  Ist, 
1856. 

MIDDLE  DIVISION.Ky    ; 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  the 
7th  day  of  September  next  at  10  o'clock  in  the 
forenoon  for  the  following  described  work : — 

Section  136,  with  penalty  in  bond  of $6,400- 

II       136.     ..  .,         ,.     ..       ......    D,200- 

II       lo7,     .,  ,.         .,     ..       ......    o.lUO- 

II       loo,     ..  „         „     ..       ......    4,1UU- 

;i        ISy,     .,  ,.  ,.     ,.        ......    4,7U0' 

II       14U.     .,  ..  .,     .,       ......    4,U0U. 

II       **^i     II  II  11-11        II  •  •  •  •    o..iuO. 

II       *4Z,     ,,  „  .,     ,,       ,,  ....    o,/00- 

>i       1**1     II  II  II     II       II  ■•••    0,100. 

,,        i4*i      II  I.  II      II        II  ••••    4,oUU. 

II        Iw.     ..  ,,  ..      ..        ......    4,700. 

„        iy<5,     ..  „  .,     ,,        ......    0,200. 

II       199,     ,,  .,         ..     ..       II  •••.   4,000. 

Culverts  on   Sections  136,  136,  137,  138 

and  139 4,600. 

Culverts  on  Sections  141,  144.  146.  146, 

147.  148,  149 4,600. 

Bridge  Abutments   on   Sections  136.  136, 

137,  140,  148  and  145 3,600. 

Waste  Weir  at  Cowassalon  Creek 800. 

Dam  and  Guard  Gate  do.  do 600. 

The  above  work  to  be  completed  April  Ist, 
1866. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work;  aad  do  proposition  not  tJias 


defined  will  be  received  or  acted  upon ;  and  n 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteiested  in  any  contract 
that  may  be  made  in  pjrsuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisior  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1850. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. ,, 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner^until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  hare  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  according  to  the 
plaiis,  specifications  and  notices  exhibited  at  the 
letting. 

The  pet  sons  to  whom  the  work  juay  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shal)  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  f\ill,  with  their  places  of 
residence. 

The  4naps,  plans,  specifications,  quaq^ities  of 
materials,  propositions,  blank  contracts  and  bands 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previoos  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  August  Ist,  1854. 
HENRY  PITZHUGH,  ) 

FREDERICK  FOLLETT,     >  Canal  Comm'rs. 
CORNELIUS  GARDINIER,) 

JAMES  M.  COOK.  Comptroller. 

JOHN  I.  CLARK,  SUto  Sng.  »Dd  Sorreyor. 
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,  Hnrlent  Railroad* 

We  ^ve  in  another  place  the  action  of  the  con- 
vention in  reference  to  the  recent  over-issues  of 
stock  in  this  company,  by  which  it  will  be  seen 
that  the  over-issues  have  been  assumed.  The  de- 
cision reflects  great  credit  upon  the  stockholders, 
and  will  contribute  much  toward  restoring  a  con- 
fidence so  seriously  impaired  by  the  frauds  that 
have  been  committed. 

The  comYnittee  of  the  stockholders  seem  to  have 
a  pretty  clear  idea  of  the  manner  in  which  the 
company  have  suffered  under  the  management  of 
Mr.  Schuyler,  and  do  not  in  our  opinion  over-esti- 
mate the  value  of  the  road.  We  fully  bdieve  the 
road  could  be  made  to  pay  on  its  present  cost. 
The  right  of  way  that  the  Company  have  into  the 
City  of  New  York,  is  exceedingly  valuable,  and  is 
becoming  more  so  every  year.  The  first  20  miles  of 
the  road  out  of  this  city  is  really  worth  more  than 
OQe-lulf  the  cost  of  the  whol«  line. 


But  the  more  important  matters  suggested  by 
the  convention  are  the  results  to  which  it  will  lead. 
The  loss  that  called  it  together  is  a  mere  baga- 
telle compared  with  the  losses  which  have  been 
yearly  suffered  with  the  most  stoical  indiffert  nee 
on  the  part  of  the  company.  Have  the  stockhol- 
ders been  aroused  to  a  proper  conception  of  the 
manner  in  which  their  affairs  have  been  conducted, 
and  of  the  reforms  necessary  to  resuscitate  the 
company  from  its  present  deplorable  condition  1 

We  fear  not.  We  are  "impressed''  to  say  that 
the  report  of  the  committee  is  more  like  what  we 
should  have  expected  from  an  equal  number  of 
superannuated  school-masters,  whose  formal  and 
decorous  bearing,  united  with  total  ignorance  of 
common  affairs,  causes  them  to  cut  a  ridiculous 
figure  when  they  come  in  contact  with  the  world. 
So  long  as  the  spoliation  on  the  Harlem  road  went 
on  in  a  regular,  business-like  way,  it  was  perfectly 
proper,  if  not  laudable.  The  moment  the  "man- 
ner and  form"  was  changed,  what  was  a  virtue  be- 
fore,became  acrtmc.  A  man  with  half  an  eye  might 
for  years  have  seen  that  Mr.  Schuyler  has  been 
plundering  the  company  by  new  improvements  ef- 
fected at  enormous  cost,  by  contracts  in  which 
he  was  interested.  The  limit  to  his  expenditures 
was  the  extent  of  his  ability  to  raise  money.  Yet 
during  all  this  time  not  a  murmur  was  heard. 
Mr.  Schuyler  was  regarded,  apparently  with  equal 
reverence  as  are  the  sacred  bulls  of  India,  who 
may  displace  the  master  of  a  house  from  his  own 
bed  with  impunity ;  the  bedless  one  neither  mur- 
muring nor  complaining,  but  grateful  rather  at  be- 
ing so  honored  above  his  fellows.  So  roamed  this 
self-constituted  divinity  among  fat  pastures,  crop- 
ping the  first  and  sweetest  fruits  of  the  season,  en- 
tering the  enclosures  of  his  victims,  who  were  not 
only  willing,  but  anxious  to  be  sacrificed,  while  no 
sufferer,  or  unbeliever,  dared  to  wag  their  sacri- 
legious tongues.  The  deity  dethroned,  the  enormi- 
ty of  his  offences  becomes  instantly  palpable.  But 
when  men  have  given  such  examples  of  their  cre- 
dulity will  they  not  fall  victims  to  the  next  impos- 
tor, whom  they  will  humbly  follow  till  awakened 
from  their  delusions  in  a  smaller  manner  1 

We  fear  such  will  be  the  case.  In  a  month,  an 
affair  that  has  caused  such  a  ccmmotion  will  be 
forgotten.  The  directors,  oppressed  with  their 
owa  AYOcatiODS,  will  ceas«  to  feel  any  respoiuibi- 


lity,  or  take  any  interest  in  the  affairs  of  the  com- 
pany, and  the  road  will  fall  under  the  management 
of  a  clique  oi  a  party,  who  will  serve  themst-Ives 
first,  and  the  public  afterwards.  Such  has  been 
the  history  of  this  road.  What  reason  have  we  to 
expect  that  the  future  will  be  different  1  Will  the 
stockholders  take  any  more  interest  in  their  pro- 
perty than  formerly  1  Have  we  any  ground  to 
hope  that  a  more  vigilant  set  of  directors  will 
be  chosen  1  Time  only  can  answer  these  ques- 
tions, and  we  fear  it  will  answer  them  all  io  the 
negative.  

Hew  York   and  Boston  Railroad,  . 

T.  Willis  Pratt,  Esq  ,  Eugineer  of  this  work,  hai 
made  a  report  on  its  location  and  probable  income 
from  which  we  gather  the  following  particulars. 

The  length  of  the  surveyed  line  between  New 
Haven  and  Boston  is  135  miles,  making  the  dis- 
tance between  New  York  and  Boston,  via,  the  New 
Haven  road,  211  miles.  One  governiug  object  in 
seeking  a  location  has  been  the  accommodaiiua  of 
the  largest  local  population,  consistent  with  the 
necessary  directness  and  the  physical  features  of 
the  route.  Upon  this  view,  Middluiowu  and  Wil- 
limautic,  in  Connecticut,  and  Woonaocket  in  Rhode 
Island,  have  been  made  fixed  points  io  the  loca- 
tion. Middlctown  maiutaius  by  its  own  trade  and 
by  the  business  of  Portland,  on  the  oppo&iie  bank  of 
the  Connecticut,  a  population  of  12,000  people; 
and  will  bebroughtlOi^  milesnearer  New  Vorkand 
82  miles  nearer  Boston  by  the  New  York  and  Boston 
road  than  by  any  present  Railroad  route  in  opera- 
tion. Willimantic  in  the  town  of  Windham,  Ct.,.  is 
already  the  point  of  intersection  of  the  Hartford 
and  Providence,  and  the  New  London  and  Palmer 
railroads,  and  contain?  a  population,  ineludiug  the 
whole  town  in  which  it  is  llluated,  of  5,000  inhabi- 
tants. By  the  New  York  and  Boston  road,  this 
village  will  be  brought  14  miles  nearer  New  York 
and  16  miles  nearer  Boston  than  by  any  other 
route,  thereby  forming  a  trunk  line  from  that  vil- 
lage to  each  of  the  great  cities  and  one  to  which 
the  intersecting  roads  will  be  tributary. 

From  Willimantic,  by  a  tolerably  direct  route, 
the  road  will  run  to  Woonsocket,  crossing  on  the 
way,  the  Norwich  and  Worcester  road  above  Days- 
ville.  Woonsocket  contains  about  6,000  inhabi- 
tants, and  is  io  the  centre  of  five  towns  containing 
25,000  iobabitaots,  all  looking  to  Wooosocket  vil- 
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lage  as  their  central  point  of  business.  From 
hence  a  choice  of  routes  is  offered  by  the  Norfolk 
conntj  and  the  Midland  roads  to  Boston. 

As  to  the  physical  features  of  the  line,  there  is 
no  curve  of  less  thaa  2500  feet  radius,  except  one 
of  229;j  feet  at  Woonsocket,  upon  the  whole  line 
to  be  constructed.  Upon  parts  of  the  line  now  in 
operation,  viz  on  the  Norfolk  county  and  Charles 
River  Branch  railroads,  there  are  curves  of  smal 
ler  radii.  The  maximum  grade  is  CO  feet  per 
mile.  Tiie  gradients  are  generally  favorble,  while 
of  the  alignment  the  engineer  observes  it  is  be- 
lieved to  be  superior  to  that  of  any  other  New 
England  R.tiIroad  of  equal  length. 

A  careful  estimate  of  revenue  fixes  it  at  Sl,- 
424,732  87  per  annum,  more  than  equal  to  an  eight 
per  cent,  return  upon  the  entire  cost  of  the  New 
York  ard  Boston  road,  and  after  deducting  one 
half  for  operating  expenses. 

The  report  of  the  engineer  is  able  in  its  treat- 
ment of  the  merits  of  the  proposed  line,  and  ap- 
pears to  be  moderate  and  fair  in  its  conclusions. 
It  settles  to  our  satisfaction  the  point  that  trains 
can  be  run  between  the  two  great  cities  in  six 
hours,  in  which  event  the  New  York  and  Boston 
road  wonld  secure  all  of  the  through  land  travel, 
and  offer  attractions  for  much  of  the  present  steam- 
boat travel. 

Regarded  only  with  reference  to  its  means  of 
local  support,  it  is  found  that  all  the  towns  upon 
and  within  five  miles  of  its  line,  and  excluding 
New  Haven  and  Boston,  containei  in  1850  a  pop- 
ulation of  127,834  ;  giving  an  average  of  947  per 
mile,  which  is  42  per  cent,  more  than  exists  on  the 
Western  road  of  Mas.sachusetts.  The  Western 
road  is  supported  almost  entirely  by  its  local  bus- 
inesa,  only  one  tenth  of  its  receipts  being  for  a 
movement  over  its  entire  length.  Again,  too,  the 
Western  road  ia  intersected  by  several  roads  which 
divert  trade  and  travel  from  it,  whereas  the  line 
of  the  New  York  and  Boston  road  intersects  sev- 
eral lines  of  railroad  in  such  a  manner  as  to  make 
them  at  once  tributary  for  business  seeking  either 
of  the  great  citi«3.  The  roads  intersecting  at  Wil- 
limantic  are  of  such  description,  and  so  are  also 
the  Norwich  and  Worcester  and  the  Providence 
and  Worcester  roads.  The  intersection  with  the 
Norwich  road  would  open  a  new  and  direct  route 
to  New  York,  from  Worcester  and  tbe  State  of 
New  Hampshire.  The  intersection  with  the  Prov- 
idence and  Worcester  road  would  also  intercept  a 
considerable  amount  of  trade  and  travel  seeking 
New  York  and  Boston,  and  would  advance  the 
growth  of  Woonsocket. 

On  the  whole,  we  know  of  no  proposed  road  of 
equal  length  affecting  the  interests  of  so  large  a 
population,  nor  one  so  likely  to  change  the  direc- 
tions of  travel  in  a  district  already  well  traversed 
with  lateral  roads,  requiring  only  to  be  engrafted 
upon  a  common  trunk.  To  the  business  interests 
of  New  York  and  Brston,  especially,  the  construc- 
tion of  this  road  is  of  the  greatest  importaQce, 
drawing  as  it  will  trade  and  traders  from  new  dia- 
tricts,  besides  greatly  promoting  the  convenience 
and  despatch  of  the  inter-metropolitan  travel. 

(Western  lt«llroad  of  Jllasaactausetti. 

The  business  of  this  company  is  reported  as  be- 
ing more  profitable  for  the  present  than  for  any 
previous  year.  The  receipts  for  tke  past  eight 
months  exceed,  by  $130,000,  the  earnings  for  the 
corresponding  months  of  last  year.  A  gross  rcve- 
nue  of  $1,700,000  is  anticipated  for  the  prewBt 
year,  tlftt  for  last  year  being  Sl,626,224. 
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Milwaukee  and  Her  Ratlroada. 

Next  to  Chicago,  the  city  of  Milwaukee  presents 
the  most  striking  instance  of  the  rapid  growth  of 
American  cities.  It  is  beautifully  and  advantage- 
ously situated  on  the  western  shore  of  Lake  Mi- 
chigan, 90  miles  north  of  Chicago,  and  110  miles 
from  the  southern  extremity  of  the  Lake.  Its 
inner  harbor  is  formed  by  the  confluence  of  the 
Milwaukee  and  Menomence  Rivers,  which  are 
easily  entered  by  tbe  largest  lak«  craft,  and  afford 
abundant  facilities  for  commercial  purposes.  The 
town  encircles  a  spacious  bay,  affording  excellent 
anchorage.  AJlat  of  considerable  extent,  affords 
ample  space  for  the  business  portion  of  the  town. 
This  is  surrounded  by  elevated  table  lands,  furnish- 
ing the  best  possible  sitcs^  for  residences.  The 
situation  of  the  town  contrasts  very  favorably 
with  that  of  Chicago,  which  lies  upon  a  naked, 
and  apparently  boundless  prairie,  elevated  only  a 
few  feet  above  the  level  of  the  Lake.  On  going 
north,  the  country  gradually  rises,  and  when  we 
get  as  far  north  as  Milwaukee,  the  shores  of  the 
Lake  have  obtained  a  very  respectable  elevation, 
sufficiently  so  for  health  and  drainage.  They  are 
also  covered  with  a  heavy  growth  of  timb«r. 

In  1834,  just  20  years  ago,  Milwaukee  had  but 
one  white  inhabitant,  an  Indian  trader  by  the  name 
of  Junead.  The  "Black  Hawk  war,"  the  theatre 
of  which  .  as  in  Wisconsin,  gave  an  opportunity 
for  the  \  >lunteer  soldiery  to  observe  the  attrac- 
tions of  that  State  for  settlement,  and  it  was  no 
sooner  over,  than  a  strong  tide  of  emigration  at 
once  set  in  that  direction.  The  city  of  Milwaukee 
was  first  laid  off  in  1836.  A  newspaper  was  first 
published  in  1836.  In  1848  it  had  a  population 
of  1 ,700.  The  increase  up  to  the  present  time  has 
been  as  follows : 

Year.  Number. 

1840  (estimated) 1,700 

1842  , 2,700 

1844  „         6,200 

1846  (June  1st,) 9,508 

1848  (January  1st,) 14,061 

1860  (June  1st,) 20,046 

1854         „  estimated 32,500 

The  numbers  for  1840,  '42  and  '44  are  conjectu- 
ral; those  for  the  next  three  periods  obtained 
Irom  the  census. 

The  first  daily  paper  was  published  in  1844. 
There  are  now  seven  daily  papers  there,  4  in  the 
English,  and  3  in  the  German  language. 

The  city  has  a  large  commerce.  It  is  the  great 
entrepot  for  tbe  trade  of  the  State  of  Wisconsin, 
which  numbers  probably  over  450,000  inhabitants. 
There  is  no  new  State  which  has  filled  up  so  ra- 
pidly, as  there  is  none  in  which  the  labor  of  the 
pioneer  could  be  turned  to  so  good  account.  Tim- 
ber and  prairie  are  distributed  in  the  manner 
most  convenient  to  the  settler,  who  is  not  com- 
pelled to  remove  the  former  to  plant  his  crops, 
while  he  has  an  abundance  for  all  useful  purjHjses. 
This  fact  is  one  of  the  reasons  of  the  rapid  pro- 
gress of  the  State  in  wealth  and  population.  It 
has  to  be  sure  other  paramount  attractions  in  the 
excellence  of  its  climate  and  soil  and  in  its  unsur- 
passed commercial  advantages. 

The  State  for  its  "age"  is  believed  second  to 
none  in  the  West  in  its  efforts  to  supply  itself  with 
railroad  accommodation.  As  the  commercial 
centre,  the  railroad  system  of  the  State  has  been 
shaped  by  the  city  of  Milwaukee  which  has  fur- 
nished the  priDciparpart<of  the  means  for  the  con- 


struction of  many  of  the  more  important  lines  of 
road.  That  our  readers  may  see  what  progress  is 
being  made  in  the  construction  of  those  works, 
we  copy  from  the  Milwaukee  Sentinel  the  follow- 
ing account  of  the  lines  in  which  the  city  of  Mil- 
waukee is  more  immediately  interested  than  all 
other  important  lines  in  the  State,  which  will  be 
noticed  at  another  time. 

MILWAUKEE    AND    MISSISSIPPI    RAILROAD. 

The  Milwaukee  and  Mississippi  Railroad,  now 
completed  and  in  full  operation  to  Madison,  (96 
miles,)  the  Capital  of  the  State,  with  a  branch  to 
Janesville,  county  seat  of  Rock  county,  and  the 
seat  of  a  large  business, — as  being  the  first  Wis- 
consin Railroad  to  make  a  shewing  of  earnings, 
first  claims  our  attention.  Its  general  direction 
is  westerly  from  Milwaukee,  and  the  proposed 
terminus  on  the  Mississippi  at  Prairie  du  Ghien — 
at  the  mouth  of  the  Wisconsin  River — is  less  than 
200  miles  due  west  from  this  city,  while  Madison, 
to  which  place  the  road  is  now  completed,  is  on 
the  line  just  half  way  between  the  termini.  The 
road,  however,  is  not  straight  between  Milwaukee 
and  Madison,  but  diverges  north  of  a  direct  line 
to  the  point  where  the  Watertown  Railroad  con- 
nects, and  again  south  to  within  8  miles  of  Janes- 
ville. Thence  bearing  northwest,  it  reaches  Ma- 
dison; and  beyond  that  point  the  route  is  very 
favorable  and  down  the  valley  of  the  Wisconsin 
River  to  Prairie  du  Chien.  The  line  which  will 
probably  be  selected  has  one  tangent  line  of  30 
miles  in  length,  and  several  stretches  of  4  to  6 
miles  each,  while  upon  90  miles  of  the  distance 
between  Madison  and  tbe  Mississippi,  the  grade 
does  not  not  exceen  10  feet  to  the  mile,  and  in  no 
part  of  the  route  does  it  exceed  twenty-two  feet 
to  the  mile.  Such  a  road  must  be  well  calculated 
for  a  high  average  of  speed. 

The  M.  &  M.  Railroad  was  opened  to  Wauke- 
sha, 20  miles,  Feb.  25th,  1851.  The  grnss  earn- 
ings from  that  time  to  the  31st  of  December,  1851, 

amounted  to $22,111  60 

Expenses  of  operating 7 ,596  82 

"  'f.  •.. ;:    

Net  earnings $14,574  78 

Meantime  the  work  of  extension  was  being  car- 
ried forward,  and  the  road  was  opened  to  Eagle, 
36  miles  from  Milwaukee,  Jan'y  22d,  1862;  to 
Palmyra,  42  miles,  August  M,  1852;  to  White- 
water, 60  milas,  September  24th,  1852;  to  Milton, 
02  miles,  December  1st,  1852.  The  Southern  Wis- 
consin Railroad  had  been  chartered,  to  run  from 
Milton  through  Janesville  to  the  Mississippi,  and 
the  first  8  miles  was  built  by  the  M.  &  M.  R.  R.  Co. 
being  opened  to  Janesville,  8  miles,  or  70  miles 
from  Milwaukee,  Jan'y  6th,  1853.  "~ 

The  Annual  Report  of  the  Company  shows  that 
the  gross  earnings  for  the  year  ending  December 

31st,  1852,  amounted  to $75,340  90 

Expenses  of  operating 26,058  63 

I,.,.,. 

Net  earnings $48,682  27 

The  total  cost  of  completing  and  equipping  the 
road  from  Milwaukt-u  to  Janesville,  70  milA,  was 
$1,364,570,  or  an  average  of  $19,494  per  mile. 

During  the  year  185:^,  work  was  done  upon  the 
extension  of  the  road  from  Milton  to  and  beyond 
Madison,  but  no  stction  was  opened  during  that 
year,  the  opening  to  Stoughton,  18  miles,  taking 
place  on  the  2d  of  Janu.iry,  1854,  so  that  the 
statement  of  earnings  for  1853  is  for  an  entire  line 
of  70  miles  for  the  year,  except  six  days. 

The  Annual  Report  for  Jan'y,  1854,  shows  that 

the  total  receipts  for  1853  were $226,918  48 

Expenses  of  operating.  .,• .•  ..,..-     87,116  48 

Net  earnings ... . . .  $139,803  00 

La  Crosse  and  Milwaukee  Railroad. 
The  La  Crosse  and  Milwaukee  Railroad  Co.,  is 
chartered  to  build  a  road  from  Milwaukee  about 
196  miles  in  a  direction  west-north-west  to  La 
Crosse,  on  the  Mississippi  river.  From  La  Crosse 
to  St.  Paul,  the  course  of  that  river  is  north-west 
making  the  course  very  direct  between  St.  Paul 
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and  Milwaukee.  The  route  starting  from  the  de- 
pot grounds  near  the  waterpower  in  the  2d  Ward 
in  this  city,  follows  up  the  valley  of  the  Milwau- 
kee river,  enters  Washington  Co.,  passes  through 
Dodge  county  from  South-east  to  North-west, 
bends  towards  and  passes  through  Portage  cHy, 
Columbia  Co.,  crosses  the  Wisconsin  river  at  or 
near  the  famous  "  Dells,"  and  thence  by  way  of 
Adams,  Sauk,  and  Clarke  counties,  reaches  the 
Mississippi  by  the  valley  of  the  La  Crosse  river, 
at  the  thriving  village  of  the  same  name. 

At  the  junction  about  20  miles  from  this  city, 
the  Milwaukee  Fond  dn  Lac  and  Green  Bay  Rail- 
road, coming' from  the  northward,  will  unite  with 
this  road.  At  Iron  Ridge  and  Hartford  it  comes 
into  the  iron  region,  where  extensive  works  are 
being  erected  for  the  purpaso  of  using  the  ore 
which  is  very  abundant  th«re.  A  good  part  of 
the  rails  used  upon  the  track  will  be^ade  at  this 
point. 

At  Horicon,  the  Milwaukee  and  Horicon  R.  R. 
intersects  this  road,  bringing  to  it  a  large  amount 
of  trade  and  travel.  Thence  to  Portage  City,  it 
passes  througbh  a  rich  and  thickly  settled  region, 
and  at  the  latter  point  reaches  the  junction  of  the 
Fox  and  Wisconsin  Rivers.  The  country  which 
intervenes  between  the  Wisconsin  river  and  the 
Mississippi  at  La  Crosse  is  fast  filling  up  with  an 
industrious  and  enterprising  population,  and,  once 
at  La  Crosse,  the  road  looks  out  upon  a  viist  trade 
opening  in  Minnesota,  with  a  contemplated  rail- 
road reaching  to  the  bend  of  Ihe  St.  Peters  Riv- 
er. 

From  Waushara  or  Fox  Lake,  a  Railroad  is 
chartered  leading  northwestwardly,  to  Willow 
River  in  St.  Croix  County, 

The  route  is  in  two  divisions ;  1st,  from  Milwau- 
kee to  Portage  city,  a  little  over  100  miles,  esti- 
mated to  cost,  completely  equipped,  $22,000  per 
mile  or  $2,090,000;  and  2d,  from  Portage  city  to 
La  Crosse,  at  $18,000  per  mile,  oi'  $1,808,000, 
making  the  whole  estimated  cost  of  the  road  $3,- 
8'J8,000.  The  first  division  w;is  put  under  contract 
a  year  ago,  and  the  work  has  been  in  steady  pro- 
gress since  that  time.  Work  is  now  going  on  rap- 
idly on  all  the  sections  between  this  city  and  Hori- 
con, 60  miles.  On  the  1st  of  May  List,  one  half  of 
the  grading  was  completed,  the  bridging  mostly 
done,  three-fourths  of  the  ties  delivered  along  the 
line  of  the  road,  and  the  remainder  of  the  earth- 
work would  amount  to  only  about  $100,000.  The 
Company  has  purchased  a  large  quantity  of  trou, 
and  has  it  on  band  ready  to  be  laid  down.  The 
Directors  have  abundant  means  at  hand  to  enable 
them  to  complete  the  1st  division,  without  putting 
in  market  any  uiortg;»ge  bonds  on  the  road,  and 
expect'to  o{>en  to  Horicon  on  the  1st  of  October, 
or  very  soon  after  that  time.  They  have  already 
expended  considerably  over  $500,000,  and  have 
gained  all  the  right  of  way,  and  have  still,  of 
available  means,  $189,000  of  Milwaukee  city  bonds 
and  $548,000  in  real  estate  mortgages,  to  say  no- 
thing of  the  stock  subscriptions  to  tlie  amount  of 
$300,000,  on  which  instalments  to  the  sum  of 
$60,000  will  be  due  by  the  Ist  of  September. 

The  oflScers  of  thi-<  road  are  as  follows: 
STODDARD  JUDD,         President. 
LEVI  BURNELL,  Secretary. 

WILLIAM  DAWES,        Treasurer. 
WILLIAM  R.  SILL,        Chief  Engineer. 
BYRON  KILBOURN,     Superintendent 

MILWAUKEE,  FOND  DU  I.AC  &  GREEN  BAY  R.  R.  CO. 

This  company  was  recently  consolidated  with  the 
La  Crosse  and  Mil  waukeeRjiilroad.  Thiscompany 
Was  chartered  a  year  ago  last  winter  to  build  a  road 
in  a  direction  west  of  north,  from  Milwaukee, 
through  the  western  part  of  Washington  Co.,  to 
Fond  du  Lac,  and  thence  by  way  of  Oshkosh  nor- 
therly to  Green  Bay.  Considerable  wo  k  had 
been  done  upon  the  road,  a  large  quantity  of  iron 
purchased,  the  aid  of  thiscity  granted  tothe  amount 
of$200000,  when  the  consoHdation  was  effected  with 
the  La  Crosse  Co.,  by  the  terms  of  which  the  new 
Company  takes  the  line  of  the  former  for  about  20 
miles  from  this  city,  and  is  to  complete  the  Fond 
du  Lac  branch  immediatdly  after  its  own  lino 
re»che»  Portage  City,  aed  as  much   sooner  as 


means  can  be  provided,  the  city  loan  unexpended 
(some  $100,000)  and  the  subscriptions  north  of  tbe 
junction  remaining  to  be  used  for  the  branch  to 
Fond  du  Lac  Meantime  another  Company  termed 
the  Air  Line  R.  R.  Co.,  was  chartered  last  winter 
to  build  a  road  from  Milwaukee  through  Fond  du 
Lac  north,  but  has  not  yet  done  anything.  By 
the  completion  of  the  Milwaukee  and  Horicon  R. 
R.,  to  Waupun,  however,  which  is  confidently  ex- 
pected to  be  done  during  the  coming  fall,  we  shall 
have  a  railroad  communicHtion  with  Fond  du  Lac 
by  means  of  the  northern  section  of  the  Valley 
Railroad,  which  may  be  put  in  order  for  use  by 
that  time. 

MILWAUKEE  AND  HORICON  RAILROAD. 

At  Horicon,  Dodge  County,  60  miles  from  Mil- 
waukee, the  Milwaukee  and  Horicon  Railroad  di- 
verges flora  the  line  of  the  La  Crosse  and  Milwau- 
kee R.  R.  in  a  northwesterly  direction,  stretching 
through  a  rich,  farming  country,  studded  with 
thriving  villages.  Passing  through  Waupun,  on 
the  dividing  line  between  Dodge  and  Fond  du 
Lac  coun'les,  its  second  division  (the  line  of  the 
La  Crosse  R.  R.  from  Milwaukee  to  Horicon  being 
considered  its  first  division)  reaches  the  Neenah 
or  Fox  river  at  Berlin,  a  village  of  considerable 
importance  and  rapid  growth,  accessible  by  bteam- 
eis  and  destined  to  be  the  depot  of  a  large  lumbering 
trade  from  the  Wolf  River.  This  division  is  42 
miles  in  length.  Still  going  uortwcstwardly ,  this 
road  reaches  Stevens'  Point,  on  the  Wisconsin 
River,  in  the  heart  of  the  pinery,  jU  a  distance  of 
50  miles  from  Berlin,  the  inward  and  outward 
trade  of  the  country  adjoining  which  is  already 
suiBcient  to  warrant  the  constructioi  of  a  railroad 
thither,  counting  nothing  for  any  trade  or  travel 
from  beyond.  The  main  route  of  the  road  bends 
more  westerly  after  leaving  Su^vens'  Point,  and 
reaches  the  Mississippi  at  the  mouth  of  the  river 
St.  Croix,  only  a  short  distance  from  St.  Paal, 
Minnesota,  and  295  miles  from  Milwaukee. 

From  Berlin  northward,  a  raiboad  is  chartered, 
anil  the  Company  organized  May  18th,  1854,  to 
na(;h  Ontonagon,  on  Lake  Su|)erior,  210  miles 
distant.  The  line  is  a  veay  direct  one,  and  the 
road  must  be  built  within  a  few  years,  since  the 
growing  importance  of  the  Lake  Superior  mining 
Region  will  demand  it. 

The  Milwaukee  and  Horicon  Railroad  Company 
was  organized  Nov.  20th,  1853.  The  first  division 
of  this  line,  is  a  portion  of  the  La  Crosse  road, 
and  is  expected  to  open  to  Horicon  50  miles,  by 
Oct.  1st,  1551.  Thoucti  on  its  own  line,  to  Wau- 
pun, 15  miles,  will  be  completed  January  1st,  1855, 
and  to  Berlin,  27  miles  further,  by  Oct.  1st,  1855. 
The  third  division,  from  Berlin  to  Stevens'  Point, 
50  miles,  is  to  be  finished  by  October  1st,  185C. 

The  resources  of  this  young  company,  by  the 
untiring  efforts  (responded  to  by  the  people)  of 
its  President,  Directors  aud  Agents,  already 
amounts  to  $1,400,000,  in  stock,  town  and  county 
bonds,  aud  1st  mortgage  bonds,  all  applicable  to 
The  construction  aud  equi|)ment  of  the  road  be- 
yond Horicon.  ..    .^v*i^-    V,  -...:•    V 

The  officers  of  the  Company  are  as  follows : 

John  B.  Smith — President, 
..  J.  N.  Mason — Acting  Sec'y.      .  ;. 

Wm.  J.  Bkll — Treasurer, 

Jesper  Vliet — C kief  Engineer. 

MILWAUKEE  AND  WATERTOWN  RAILROAD. 

This  Company  is  chartered  to  build  a  road  from 
this  city  to  Portage  City  and  thence  to  La  Crosse 
on  the  Mississippi.  From  Milwaukee  to  Portage 
City  is  about  100  miles,  and  with  a  slight  deflec- 
tion to  Watertown,  the  route  is  almost  an  air 
Une. 

By  an  arrangement  with  the  Milwaukee  and 
Mississippi  R.  R.  Co.  this  Company  has  the  use  of 
the  first  17  miles  of  the  track  of  the  former,  or  to 
Powers'  Mill.  From  this  point  to  Watertown  the 
grading  is  very  nearly  done,  the  bridging  all  com- 
pleted, the  iron  purchased  and  in  course  of  deliv- 
ery, and  a  locomotive  and  construction  train  at 
work  in  conveying  iron  out,  while  the  work  of  lay- 
ing down  the  track  is  going  forward.  Thirty 
freight  cars  have  already  arrived,  and  the  neces- 
sary roUiug  stock  with  which  to  commeDce  opera- 


tions is  all   contracted  for,  and  will  be   iu  readi-  \.  . 
ness  for  the  opening  of  the  road  to  WatertowB ,  •: 
which  is  expected  to  take  place  by  the  1st  of  Sep- 
tember. 

Besides  the  connection  with  Portage  City  and 
beyond,  this  road  connects  at  Watertown  with 
one  chiirtered  to  run  from  Watertown  to  Madi.soD, 
a  very  direct  route,  ainl  a  road  which  must  bring 
a  very  large  busint  as  to  the  M.  &  W.  Co. 

The  entire  estimated  cost  to  Watei  town 
including  coiistriiclion,  right  of  way.  De- 
pot buildings,  water  stations,  equipments, 

Engineering  and  fencing $740,000  / 

or  $23,879  per  mile.  v 

The  Company  liave  issued  of  first  mort-  •  *- 

gage  bonds.." $310,000    -' 

Bonds  from  the  city  of  Watertown 80,(KM>  .-- 

"      "      "  Milwaukee 75,000    . 

The  amount  of  stock  issu<d  is $340,100  . 

JOHN  S.  ROCKWELL,  President. 

EDWARD  H.  BRODHKAD,  Ckicf  Ensineer. 

JOHN  L    HATHAWAV,  S-icretary. 

JOSHUA  HATHAWAV,  Treasurer  and  rinancal 

Agent. 

liKEEN  BAY,  MILW^LKEG'aND     CHrCArtO  R  ^ILROaD. 

(better  known  as  tbe  "Lake  Shore  Railroad.") 

This  company    was  incori^rated  in    1851,'  and 
organized  in  1852,  with  a  capiLiI  stock  o«  $3,000,- 
000.     Thomas  P.    Williams  is  President    of  the.. 
Company,  Chas.  H.  Wheeler,  Treasurer,  and   C.    " 
R.  Alton,  Chief  Engineer,  all  of  this  city. 

The  charter  of  the  G.  B.  M.,  and  C.  R.  R.  Co., 
authorizes  the  construction  of  a  road  leading  from 
the  line  between  AViscousin  and  Illinois  to  Milwau- 
kee, through  the  busy  lake  cities  of  Keno.'sha  and 
Racine;  and  thence  northward  to  Ore^n  Bay, 
through  Port  Wa*thington,  Sheboygan,  Manitow- 
oc, with  the  right  to  extend  from  Green  Bay  to 
Lake  Superior. 

The  section  from  the  State  line  to  Milwauk<.>e  is 
under  contract  to,  and  being  rapidly  con-^tructed 
by  Messrs.  Bishop  &  Co.,  ol  Bridgeport,  Conn. — 
They  have  a  large  force  at  work  along  the  whole 
line,  and  two-thirds  of  the  whole  distance  (40  miles) 
is  alrcidy  graded,  and  prepared  for  the  iron, 
which  li;is  commenced  to  arrive.  Heavy  con- 
tnicts  have  been  made  with  eastern  eytablishmenfs 
for  the  necessary  rolling  stock,  and  everj'thing  is 
in  f.ivorable  train  for  the  speedy  completion  of 
this  portion  of  the  road. 

At  the  state  line,  this  road  connects  on  th«*  same 
gauge  with  tlie  Chicago  and  Milwaukee  Railroad, 
leading  from  Chicago  northward.  This  la.st  road 
is  under  contract  to  Messrs.  Stone  6l  WiTT,ofCleve- 
land,  O.,  who  are  pushing  on  with  all  possible  des- 
patch, .md  the  whole  85  miles  from  Chicago  to 
Milwaukee  will  be  completed  and  ready  f.>r  oper- 
ations certainly  by  the  1st  of  January,  1^55  and 
probably  by  DeoMiibcr  Isl  of  the  cuiunt  year. — 
The  Comi>any  intend  to  continue  their  roa-l  notlh- 
wardly  from  Milwaukee  as  rapidly  as  their  weuns 
will  allow,  since  they  believe  that  the  business  of 
the  country  dem.-iuds  the  mad,  aud  that  it  will  re- 
turn ample  dividends  to  the  Company  for  their 
outlay.  In  view  of  the  growing  im|K)rtance  of  the 
mineral  region  of  Lake  Superior,  we  cannot  over- 
look the  great  reveime  which  will  accrue  to  thia 
Company  from  tbe  ultimate  extension  of  its  road 
northward  to  the  Great  lake. 

Vticm  and  Binghmmton  Ruilroa, 

At  a  meeting  of  the  Directors  of  the  Utica  and 
Biughamton  Railroad,  held  at  lIamilto:i,  on  the 
15thiust.,  A.  J.  Willians  of  Utica,  wsisc!io.seu  Pres- 
ident; Dr.  D  White  of  Sherburne;  Vice  President, 
and  J.  Watson  Williams  of  Utica,  Secretary  aud 
Treasurer.  It  has  been  resolved  to  put  the  por- 
tion of  the  road  between  Uliea  aud  Sherburne  iui-  ' 
medialelv  under  contract.  .-..    -- 

Payiiig  Cp. 

Tfic  Boston  Courier  says  that  arrangements  are 
reported  to  have  been  made  by  Mr.  Crane,  the 
late  President  of  the  Vermont  Central  Railroad, 
to  return  the  8,000  shares  of  the  over-issued  Slock, 
sold  for  his  benefit,  provided  th«  TrusUn-s  wifl  re- 
fund the  $11,000  borrowed  on  2,000  shares,  lor  the 

use  of  the  Corporation.  « 


>  -v*::  <'  • 
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The  reveDuea  of  this  road  for  tbu  last  six  moDtha 
have  beeu  aa  follows : 

January $13,345  42 

.       February 15,387  29 

'^     March 16,183  95 

April  14,692  96 

May 23,683  34 

June  (estimated) 28,465  70 


Total SI  11, 587  65 

Pennaylvanta  Hallroad. 

The  following  is  a  comparative  statement  of  the 
receipts  of  the  Pennsylvania  Railroad  for  the 
month  of  July  and  for  the  year  thus  far,  com- 
pared with  the  corresponding  periods  last  year. 
For  the  month  ending  July  31, 1854  .S209,299  87 
Same  month  last  year 157,244  90 


•  -  :    .     Increase $52,054  97 

Receipts  from  Jan.  1,  1854,  to  July 

81,  1864 $2,125,348  57 

Same  period  last  year 1 ,608,376  58 


Increase $516,971  99 


Harlem  Railroad. 

Below  we  give  the  report,  (to  which  we  referred 
last  week ;  ib  the  committee  appointed  to  examine 
the  afifairs  of  the  Harlem  Railroad  and  the  extent 
of  the  loses  suffered  by  the  Kyle  and  Schuyler 
frauds. 

REPORT  OF  THE  COMMITTEE. 

The  undersigned,  a  committee  appointed  at  a 
recent  meeting  of  the  siockholJers  of  "The  New 
York  and  Harlem  Railroad  Company,"  to  examine 
into  tlie  atlairs  of  that  Company,  respectfully  re- 
port— That  on  entering  on  the  duty  so  assigned 
them,  and  after  an  interchange  of  thought  and 
opinion,  it  was  considered  that  the  iu/estigatiou 
demanded  could  be  more  thoroughly,  systemati- 
cally, and  effecttully  made  by  a  smgle  competent 
individual,  than  if  attempted  by  the  joint  efforts 
of  your  committee.  Under  this  impression,  they 
secured  the  services  of  Nicholas  Dean,  Esq.,  a  well 
known  citizen,  whose  familiarity  with  accounts, 
and  general  character  and  standing,  as  well  as  the 
numerous  marks  of  public  confidence  which  he 
has  heretofore  received,  would  go  far  to  satisfy 
the  stockholders  and  the  public  of  the  truth  and 
reliabienuss  of  any  statements  he  might  make. 
A  resolution  was  passed  by  the  committee,  (a 
copy  of  which  is  annexed,)  directing  the  speciric 
character  of  these  inquiries,  and  under  which  Mr. 
Dean  has  compiled  the  various  tables  or  schedules 
herewith  presented,  and  marked  Nos.  one  to  eight, 
inclusive. 

As  all  the  schedules  referred  to  will  be  read, 
your  Committee  do  not  think  it  necessary  in  this 
plabe  to  go  into  a  detailed  recital  of  their  sevaral 
contents,  and  will  only  here  remark  that  ail  the 
bonds  and  extension  certificates  are  accounted  for ; 
that  against  the  apparent  indebtedness  of  Mr. 
Robert  dchuyler  appearing  in  schedule  No.  3,  and 
growing  out  of  bonds  with  which  he  bad  been  en- 
trusted, amounting  in  the  aggregate  to  $127,700, 
there  will  be  an  otfset  os  various  disbursements 
made  for  this  Company  by  him  and  histirm,  which, 
it  13  expected,  will  reduce  the  actual  balance  due 
from  him  to  a  sum  little,  if  any,  greater  than  $20,- 
OOO.  A  knowledge  of  the  precise  amount  of  this 
ba^^QC*^  must  wait  the  rendering  of  an  account 
current  by  the  assignees  of  the  Messrs.  Schuyler, 
which  is  promised  at  an  early  day.  There  is 
another  and  further  amount  of  extension  certificates 
($92,000,)  which  went  in  the  hands  ot  Mr.  dchuy- 
ler  under  ci 'cumstauces  which,  it  is  believed,  will 
give  to  this  Company  a  valid  defence  against  their 
payment,  and  notice  to  that  effect  has  been  given 
to  the  holders  of  them,  through  the  public  press. 

The  floating  debt  of  the  Company  is  $  925,- 
605  90,  for  the  extinguishment  of  which  it  has 
availab'rt  assets  to  the  extent  of  $650,000,  l«aving 
to  be  provided  for  $285,505  90.      j  rv?{3;.i  i 


Schedule  No.  7  shows  the  cost,  estimated  pres- 
ent value,  and  existi&g  encumbrances  of,  and  upon 
the  Company'ii  real  estate  in  this  city,  giving  a 
clear  surplus  of  three  fourths  of  a  million  of  dol- 
lars. To  sell  this  real  estate,  or  any  considerable 
portion  of  it  just  at  this  time,  would  not,  in  the 
opinion  of  your  Committee,  be  an  economical 
mode  of  raising  money  for  present  exigencies : 
much  of  it  (probably  all)  will  continue  to  increase 
jn  value,  and  evidentUy  give  to  the  Treasury  large 
profits.  The  rents  now  received  for  such  parts  of 
it  as  are  not  required  for  the  Company's  business 
amount  to  $21,860  per  annum,  leaving  a  yearly 
surplus  of  more  than  $10,000,  after  paying  inter- 
est on  the  outstanding  mortgages. 

The  Engineer's  estimate  of  all  further  expendi- 
tures necessary  to  complete  the  road,  build  station 
houses,  wood  sheds,  turn  tables,  &c.,  and  perfect 
all  required  additions  aud  improvements  for  its  ef- 
fectual and  profitable  working,  and  the  final  clos- 
ing of"  construction  account,"  as  will  be  seen  in 
schedule  No.  7,  amounts  to  $195,204  91.  This 
sum,  together  with  the  deficiency  of  assets  to  meet 
the  doating  debt,  $285,605  90,  making  an  aggre- 
gate of  $480,710  81,  constitutes  the  total,  (exclu- 
ding the  recent  losses,)  which  for  the  Company 
should  provide  at  as  early  a  day  as  a  proper  ref- 
erence to  economy  will  permit. 

To  meet  the  losses  referred  to  and  retrieve  the 
spurious  stock  your  committee  estimate,  from  all 
the  discoveries  yet  made,  that  a  sum  less  than 
$300,000  will  suffice. 

The  New  York  and  Harlem  Railroad,  in  com- 
mon with  many  others,  has  suff<5red  tmder  and 
struggled  through  years  of  financial  embarrass- 
ment. I  3  available  means  have  seldom  been 
equal  t'  ts  pressing  wants.  Large  sums  have  been 
paid,  ;i  id  are  yet  being  paid,  for  commissions,  in- 
terest and  discounts,  and  its  bonds  are,  from  ne- 
cessity, sold  in  the  market  at  rates  greatly  below 
par.  These  items  go  to  swell  the  cost  of  construc- 
tion, and  render  it  more  and  more  difficult  to  earn 
dividends  upon  its  capital.  To  relieve  the  treas- 
ury from  these  continual  and  exhausting  drafts 
has  become  a  paramount  duty,  and  we  earnestly 
commend  it  to  the  early  attention  of  the  Board  of 
Directors. 

Of  the  late  losses,  and  the  causes  which  have 
led  to  them,  your  committee  desire  to  speak  cau- 
tiously and  in  all  charity;  but  truth  compels  them 
to  say  that  there  has  been  a  lack  of  vigilance  and 
care  in  the  detail  of  the  company's  business.  Too 
much  power,  as  well  as  too  much  confidence,  have 
been  placed  in  a  single  individual,  especially  as 
that  individual  was,  while  at  the  head  of  your 
corporation,  also  the  president  of  several  other 
railroad  com  panics,  was  involved  in  numerous  exten- 
sive contracts,  and  embarrassed  with  enterprises  of 
enormous  magnitude.  However  great  his  busi- 
ness acquirements,  (and  your  committee  concede 
to  him  marked  ability)  it  was  evident  to  every  in- 
telligent observer  that  he  had  taken  upon  himself 
duties  beyond  the  powers  of  any  single  individual 
to  discharge  properly.  At  most  he  could  give  to 
your  affairs  but  a  small  part  of  his  time,  while  his 
connection  with  other  roads  induced  him,  as  your 
committee  think,  to  make  "  entangling  alliances," 
and  enter  into  compacts  by  which  the  true  inter- 
ests of  your  company  were  not  promoted,  if,  in- 
deed, they  were  not  sacrificed.  5fot  able,  by  reas- 
on of  his  accumulated  labors,  to  give  his  personal 
attendance  at  your  general  office  at  the  corner  of 
Centre  street  and  Tryon  row,  the  whole  of  the 
transfers  of  stock,  and  other  most  important  busi- 
ness transactions,  were  made  at  his  office  in  Han- 
over St.,  beyond  the  reach  of  that  daily  observa- 
tion, scrutiny,  and  direct  supervision  which  the 
directors  and  other  officers  of  the  company  should 
always  have  the  ready  power  of  exercising.  This 
unfortunate  arrangement  gave  to  your  late  Secre- 
tary every  facility  in  concocting  and  carrying  for- 
ward for  a  long  period  his  stupendous  frauds. — 
Had  the  stock  ledger  been  within  the  daily  reach 
of  your  directors,  your  treasurer,  or  even  your 
principal  book  keeper,  the  issue  of  spurious  stock 
certificates  wonld  have  been  long  since  detected 
and  most  of  the  loss  prevented.    An  ezamioation 


and  footing  up  of  Kyle's  individual  accooDlts-«k«t 

ledger — the  work  of  five  minutes — would  to  a 
practiced  eye  have  been  sufficient  to  awaken  sus- 
picion and  provoke  careful  examiaation. 

Your  committee  would  further  remark  that  the 
stockholders  themselves  are  also  chargable  with 
remissness  of  duty ;  they  take  too  little  interest  in 
the  annual  choice  of  directors.  Instead  of  person- 
al attendance  and  personal  inquiry,  voting  ia 
chiefly  done  by  proxies,  furnished  upon  applica- 
tion, with  few  interrogatories  as  to  the  object — 
thus  surrendering  a  controlling  power  to  a  few  in- 
dividuals, and  in  effect  making  it  a  close  corpora- 
tion. The  influence  of  such  apathy  and  indiffer- 
ence is  most  prejudicial — it  becomes  contagious, 
and  is  too  likely  to  pervade  every  department  of 
the  company's  business.     JvJV/'; 

The  investigations  of  your  committee  have  sat- 
isfied its  members  that  very  large  retrenchments 
may  be  made  in  the  annual  expenditures  ;  too 
many  trains  have  been  daily  run  upon  the  Road  : 
these  may  be  reduced,  and  all  necessary  service 
performed  without  any  sensible  diminution  of  its 
present  or  prospective  earnings,  or  the  abridge- 
ment of  any  of  the  privileges  of  its  local  traffic  and 
travel.  It  is  assumed  that  by  this  and  other  eco- 
nomical arrangements  more  than  $100,000  per 
annum  may  be  saved. 

Finally,  in  the  face  of  all  these  adverse  circum- 
stances and  unexpected  losses,  your  committee 
have  unshaken  confidence  in  tbe  ultimate  success 
of  "The  New  York  and  Harlem  Railroad" — it  con- 
trols, and  must  always  control,  an  exceedingly  val- 
uable and  constantly  increasing  business  ;  it  pos- 
sesses an  inherentand  self-sustaining  vitality,  which, 
if  nurtured  and  developed  by  careful, judicious 
aud  honest  management,  will  soon  make  it  an 
interest  paying  road,  and  place  all  its  stock  among 
the  safest  and  best  of  railroad  investments ;  and 
they  fully  believe  that  the  recent  frauds,  instead 
of  retarding,  will  hasten  this  consummation. 


Edward  Haight, 
D.  G.  Wheeler, 
G.  C.  Verplanck, 
Thom.is  Taber, 
Wm.  V.  Brady, 
James  Davis. 


L.  Underbill, 
Horace  Brooks, 
S.  Vanduzer, 
Albert  Smith. 
Ed.  Crosby.   ^ 


■A-- 


The  substance  of  the  report  of  Mr.  Dean  will 
bo  found  in  the  schedules  furnished  by  him,  Sucb 
as  are  of  general  interest  we  annex.  '  *'* 

';  '       .  SCHEDULE    NO.  1.  >•- 

Over-  issue  of  Slock.  Shares. 

Old  stock 4,181 

Preferred  do 1,389 

SCnEDULE   NO.  2. 
Statement  of  Mortgage  Bonds  HarUm  R.  /?.  Co. 

Whole  issue  of  bonds. 3,000  . 

Purchased  at  auction 11  '~'''  '■J>^^4/^'-> 


Total 8,011  $3,011,000 

Bonds  paid  for  railroad  iron. .  $230,000 
„  „     „    branch  road..    118,000 

„      exchang'd  for  old  bonds  470,000 

„      soldforcash 613,000       >-. 

„      remaining  unsold 1,542,600  «?  /  0*.^-bii  i 

„       in  bands  of  R.  Schuy-  ^ 

ler 38,000 

|, 3,011,000 

Bonds  unsold  as  above 1,542,000 

,,      appropriated  for  the  exchange 

of  old  bonds 830,000 

„      applicable  to  floating  debt,  (see 

schedule  No  3,j  .  T 712,000 

Of  the  bonds  sold  for  ca.sh,  600  were 
to  Cornelius  Vanderbilt,  say  500,  at 

$930 466,000 

Of  which  received  on  account  through 

Robert  Schuyler 376,300 

Unaccounted  for  by  Mr.  Schuyler 89,700 

The  two  items  above  make  a  gross  sum  in  tbe 
hands  of  Mr.  Schuyler  of  $127,7oO ;  but  it  is  pro- 
per to  say  that  he  has  made  various  disbursements 
for  the  Company,  which  it  is  expected  will  greatly 
reduce  it.  The  precise  amount  of  such  reduction 
must  await  the  rendering  of  his  account  by  the 


Tjr<T- 
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•ssigoees  of  bis  firm,  which  ib  expected  at  an  ear- 
ly day. 

Of  Che  Bonds  unsold  SI  ,01 1,000  are  hypothe- 
cated to  secure  the  floating  debt. 

SCHEDULE    NO.  3.  ..-.{: 

pleating  Debt,  and  Assets  applicable  to  its  payment. 
Floating  Debt  Harlem  Railroad  Co. . .  S936,506  90 
Assets. 

B<mds  unsold S712,000 

Deduct,  say  1^  per  cent. . . .  106,800 


S605,200 

Bills  receivable 16,800 

Cash  on  hand 28,000 


650,000  00 


Deficiency  of  assets $285,505  90 

SCHEDULE    NO.  7. 

Aggregate  of  expenditures  required 

to    complete    the    road,     station  , 

booses,  wood  sheds,  turn  tables, 
&c.,  the  items  of  which  are  parti- 
cularized in  the  engineer's  report, 
herewith $195,204  91 

SCHEDULE    NO.  8. 

StaUment  of  Albany  Extension  Certificates. 

Whole  issue $2,000,000 

Converted  into  bonds $250,000 

„         old  stock 1 ,358,500 

.  ..  .^.  ,-.  . $1,608,500 


Outfitanding $391,500 


Re-issued. 

On  loans $661,000 

*R.  Schuyler 80,000 

R.  &  0.  L.  Schuyler 12,000 


Od  band . 


$753,000 
.   855,500 


S  1,608,500 

The  following  is  a  copy  of  the  resolutions  offer- 
ed, and  the  action  of  the  convention  thereon : 

Resolved,  That  the  Harlem  Railroad  is  one  of 
the  most  important  avenues  to  and  from  the  com- 
mercial Metropolis  of  the  United  States,  and  that 
as  such  it  should  be  managed  in  the  safest  and 
wisest  manner  for  the  good  of  the  citizens  and  the 
interest  of  its  stockholders.    Adopted. 

Resolved,  That  while  wc  condemn  the  conduct 
of  some  of  the  late  officers  of  the  Harlem  Railroad 
Company,  we  advise  tli''  'lirectors  thereof  to  ob- 
tain in  some  manner  the  stock  of  said  Company 
which  has  been  fraudently  issued  by  some  of  its 
late  officers,  and  charge  the  cost  thereof  in  the  ex- 
pense account  of  said  road.     Adopted. 

Pesolved,  That  while  entertaining  a  high  regard 
for  the  individuals  now  composing  the  Board  of 
Directors  of  the  Harlem  Railroad  Company,  it  is 
for  the  interest  of  the  stockholders  that  a  more  ac- 
tive and  efficient  Board  should  be  elected  from 
the  stockholders,  to  take  charge  of  its  immeose 
interests.    Lost. 

Resolved,  that  in  the  opinion  of  the  stockholders 
the  expenses  of  the  Harlem  Railroad  are  far  be- 
yond its  requirements,  and  that  a  thorough  re- 
form is  demanded  in  its  management.  Adopted. 
*  Resolved,  I  hat  a  committee  of  five  be  appointed 
to  nominate  Stockholders  for  Directors  of  the  Har- 
lem Railroad  Company,  for  election  at  the  next 
annual  election  of  Directors,  and  that  a  special 
notice  of  such  election  containing  the  names  of 
the  candidates,  be  sent  by  mail  to  each  stockhold- 
er, at  the  expense  of  the  Company.  Adopted. 
r-.  Resolved,  That  the  Board  of  Direciors  make  out 
and  have  printed  a  full  and  detailed  report  of  the 
condition  and  affairs  of  the  Harlem  Railroad,  to 
be  distributed  to  the  Stockholders  on  or  before 
the  first  day  of  February  next.  Adopted. 
■m.  Resolved,  That  a  committee  of  five  Stockhold- 
ers be  appointed  to  investigate  the  affairs  of  the 


*  These  bonds  were  obtained  fraudulently,  and 
notice  has  been  published  that  they  will  not  be 
recognized  in  the  bands  of  the  holders. 


Harlem  Railroad  Company,  and  inventory  and 
value  their  property,  and  suggest  such  reforms 
and  plans  for  the  future  management  of  the  road 
as  the  may  think  proper,  at  the  next  annual  elec- 
tion of  Directors.    Lost.  ■•'■•'  -     ■ 


Sontli  Weatern  Railroad. Company,  Ga« 

Wo  learn  from  the  Savannah  Republican  that 
regular  semi-annual  meeting  of  the  Board  of  Di- 
rectors and  Managers  of  the  South  western  Rail- 
road was  held  at  Macon  on  the  10th  inst.  when 
the  operations  of  the  road  were  presented  and  a 
dividend  of  four  per  cent,  for  the  last  six  months 
was  declared  payable  on  the  15th  inst. 

From  the  report  it  appears  that  the  total  of  the 
earnings  of  the  road  for  the  year  ending  August 

Ist,  1864  were $220,861 

viz :     From  Freight $139,202  10 

„     Passengers 75,649  24 

..     Mails 6.000  00 


^        Prleca  of  Wi>«at  at   Albaujr. 

The  following  table  of  the  prices  of  wheat  for 
the  past  sixty -one  years,  is  from  the  accounts 
kept  at  the  Van  Rennsalaer  manor  at  Albany 
where  large  amounts  of  rents  are  payable  in  wheat 
or  cash  equivalent,  on  the  1st  of  January  of  each 
year :— 


The  current  expenses  for  the  year $99,246  13 


Net  earnings $121,605  21 

From  which  have  been  declared  divi-  . 
dends,  as  follows, 

Feb.  1854 4  per  cent. 

Aug.  1854 4  per  cent. 


The  increase  in  the  business  over  the 
preceding  year  is 

Gross $80,843  09 

Net 44,797  62 

The  number  of  bales  of  Cotton  trans- 
ported  from    1st  August,  1862,  to  1st 

August,  1863,  was 38,834 

From  1st  August,  1863,  to  1st  August, 
1854 105,083 

Average  number  of  passengers  during  the  year 
ending  1st  inst.,  was  171  per  day  against  106  per 
day  for  the  previous  year. 

It  thus  appears,  says  the  Republican,  that  the 
business  of  this  most  successful  road  is  rapidly  in- 
creasing, and  gives  promise  of  great  results  in  the 
future. 

The  Passenger  Trains  run  now  within  ten  and  a 
half  miles  of  Americus,  and  will  run  into  Ameri- 
cus  by  the  first  day  of  October  next.  On  the  12th 
October,  the  President  and  Directors  of  the  Com- 
pany are  to  meet  the  people  of  South  Western 
Georgia  at  Americus,  to  consult  upon  the  further 
extension  of  the  road.  In  view  of  the  immense 
advantages  to  result  from  an  extension  into  the 
heart  of  the  great  cotton  region  of  the  State,  and 
considering  that  this  city  has  contributed  so  great 
a  sum  to  the  establishment  of  the  existing  railroad 
line  in  this  direction,  we  do  earnestly  hope  that 
the  Agriculturists  of  the  South  West  will  appear 
at  Americus  at  the  contemplated  meeting  in  great 
numbers,  with  a  determination  to  subscribe  with 
marked  liberality.  If  our  fellow  citizens  below 
Americus,  in  the  respective  valleys  of  the  Flint 
and  Chattahoochee  will  agree  on  a  line  to  suit  all 
parties,  there  cannot  be  a  doubt  that  the  State 
will  extend  its  aid  in  such  manner  as  to  scturc  the 
speedy  and  full  development  of  a  region,  to  which 
none  other  in  the  whole  South  is  superior.  Wc 
think  the  planters  will  come  up  to  the  work,  for 
they  see  that  this  great  road  .can  i>ay  eiglit  per 
cent,  per  annum.  CapiUlists  can  nowhere  find  a 
better  investment  than  in  the  stock  of  this  Com- 
pany. We  are  proud  of  its  complete  success,  and 
gladly  acknowledge  the  obligations  of  this  city  to 
L.  0.  Reynolds,  Esq.,  President,  and  the  Board  of 
Directors  and  Officers  generally,  for  their  good 
management.  _^.  .  . 
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..$0  76 

1814.. 

1794. 

.  1  00 

1815. . 

1796. 

.  1  87i 

1816.. 

1796. 

.  2  00 

1817.. 

1797. 

..  1  60 

1818. . 

1798. 

..  1  26 

1819. . 

1799. 

..  1  181 

1820. . 

1800. 

.  1  66i 

1821.. 

1801 

.  1  8U 

1822.. 

1802. 

.  1  00 

1823. . 

1803. 

.  1  121 

1824. . 

1804. 

.  1  25 

1825.. 

1805. 

.  2  00 

1826. . 

1806.. 

.  1  43i 

1827.. 

1807.. 

.  1  37j 

1828.. 

1808.. 

.  1  12i 

1829.. 

1809.. 

.  1  00 

1830.. 

1810.. 

.  1  66i 

1831.. 

1811.. 

.  1  75 

1832.. 

1812.. 

.  1  874 

1833.. 

1813.. 

.  2  25 

1834.. 

$1  874 

1835.. 

.$1  00 

1  62i 

1836.. 

.  1  50 

1  76 

1837.. 

.  2  25 

2  26 

1838.. 

1  621 

1  871 

1839.. 

1  76 

1  75 

1840... 

1  121 

1  09 

1841... 

1  00 

77 

1842... 

I  25 

t  12J 

1848.. 

1  87f 

1  25 

1844.. 

2  00 

1  25 

1845... 

931 

1  00 

1846. . 

1  18t 

87J 

1847.. 

1  124 

1  00 

1848.. 

1  314 

1  00 

1849.. 

1  181 

1  75 

1850.. 

1  181 

1  00 

1861.. 

1  124 

1  26 

1862.. 

1  00 

1  26 

1863.. 

1  18f 

1  25 

1854.. 

1  76 

1  00 

In  these  sixty-one  years,  wheat  has  only  five 
times  been  $2  or  upward  per  bushel,  while  it  was 
seventeen  times  at  $1  or  under — twice  at  seventy 
five  cents.  Only  twice  in  thirty-seven  years,  that 
is  since  1817,  to  wit :  in  1837,  has  it  reached  $2. 
The  average  price  for  the  whole  period  is  $1  38. 
For  the  last  thirty  years  it  is  $1  25. 

The  entire  wheat  crop  of  the  country  in  1840, 
was  84,823,272  bushels,  and  in  1860, 100,603,899 
bushels.  The  variations  in  price  do  not  of  course 
indicate  any  positive  variations  in  production,  bat 
are  the  results  of  the  mutual  relations  between 
supply  and  demand. 

Uttca  and  Blnghamton  Railroad. 

At  a  m<;et:ng  of  the  Directors  of  the  Utica  ani 
Binghamton  Railroad,  held  at  Hamilton,  on  the 
15th  inst.,  A.  J.  Williams  of  Utica,  was  chosen  Pre- 
sident ;  Dr.  D.  White  of  Slierburne,  Vice  Presi- 
dent, and  J.  Watson  Williams  of  Utica,  Secretary 
and  Treasury.  I\  has  been  resolved  to  put  the 
portion  of  the  road  between  Utica  and  Sherbame 
immediately  under  contract. 

Equation  of  Grades.      - 

\    Engineers  &  Mechanics  CoLLEO£. 

\  Cleveland,  August  17M  1864.  * 
The  interest  which  has  been  awakened  on  the 
subject  of  the  equation  of  Grades  may  possibly  lead 
to  satisfactory  results.  The  differences  on  the 
subject  among  engineers  have  unquestionably  aris- 
en from  having  adopted  various  standards  for  tha 
force  of  traction ;  and  these  differences  will  con- 
tinue to  exist  until  a  uniform  standard  be  adopted 
It  is,  therefore,  desirable  that  a  correct  one  be  es-  I 
talishcd  as  soon  as  possible,  by  which  the  absolute 
motive  |K)wer  necessary  for  a  definite  amount  of 
traffic  on  any  railroad  may  be  ascertained,  and,  as 
a  corollary  resulting  therefrom,  the  relative  power 
requisite  on  different  roads. 

How  can  this  be  ascertained  ?  not  by  a  few  ex- 
periments on  any  one  line,  by  one  or  more  Individ* 
iials,  for  the  result  must  be  necessarily  em- 
pirical ;  but  by  a  long  series  of  experiments  care- 
fully carried  out  on  several  roads.  I  am  not 
aware  that  such  a  series  of  experiments  has  been  ( 
conducted  on  our  American  railroads :  but  in 
Great  Britain,  and  on  the  continent  of  Europe,  such 
experiments  have  been  made.  In  my  former  com-  ^ 
jmunicalion  published  in  the  Joomal  of  the  29th 
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""■ritt.  I  gave  the  standard  of  traction  arrived  at  with 
a  considerable  degree  of  i)recision  by  Dr.  Lardner, 
on  diffarent  railroads  in  England :  I   now  subjoin 
in  tabulated  form  the  results  arrived  at  by  a  com- 
mission, consisting  of  Lieut.  Druramond,   R.  E., 
Sir  John  F.  Burgoyne,  R.  E.,  Peter  Barlow,  T.  K. 
8.,  Richard  Griffith,  C.  E,,  arid  ColonelJones,  Roy- 
al Engineers,  appointed  by  the  British   Govern- 
ment a  few  ycai  s  ago  to  report  the  subject.    There 
could  not,  probably,   have  been  selected,  gentle- 
men more  competent  t«  investigate  the  subject, 
and  I  would  observe  that  their  investigations  were 
not  limited  to  the  British   Islands,  but  extended 
over  the  various  countries  of  continental   Europe, 
in  which  railroads  were  in  operation. 

The  following  tables  show  the  length  of  hori- 
zontal lines,  as  ascertained  by  the  Commissioners, 
equivalent  to  the  several  ascending,  and  descend- 
ing grades  stated  in  the  left  hand  colum ;  the  length 
of  tne  grade  being  unity. 


Third  Class  Engines. 
Gross  Load  in- 
cluding Engine 
and  Tender 
80  tons. 


Thh^  Class  Engines. 
Gross  Load  in- 
cluding Engine 
and  Tender 
40  tons. 


Equivalent  Horizon-    Equivalent  Horizon- 


tal Lines. 


tal  Lines. 


Grades. 


1  in 


First  Class  Engines. 
Gross  Load  in- 
cluding Engine 
and  Tender 
100  tons. 
Equivalent  Horizon- 
tal Lines. 


First  Class  Engines. 
Gross  Load  in- 
cluding Engine 
and  Tender 
60  tons. 
Equivalent  Horizon- 
tal Lines. 


Orades. 


lin 


90 
9G 

,  100 
110 
120 
130 

,140 
160 
180 
200 
'250 
300 
350 
400 
500 
750 

1000 

1600 


60 

a 

■S 

a 
a> 

ut 

< 

2.50 
2.42 

i.3'j 

2.23 
2.12 
2.04 
1.96 
1.84 
1.79 
1.67 
1.53 
1.45 
1.38 
1.33 
1.27 
1.18 
1.13 
1.09 


no 

"b 

a 

a> 

M 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

.83 

.83 

^3 

.83 

.83 

.83 

.83 

.83 

.83 

.85 

.90 


1.75 
1.71 

i.»;9 

1.61 
1.56 
1.52 
1.48 
1.33 
1.31 
1.25 
1.18 
1.14 
1.10 
1.08 
1.06 
1.01 
1.00 
1.00 


< 

1.99 
1.94 
1.89 
1.81 
174 
1.68 
1.64 
156 
1.49 
1.44 
1.36 
1.30 
1.26 
1.22 
1.18 
1.12 
1.09 
1.06 


"b 

□ 

u 
m 
a> 
Q 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.91 

.94 


90 

96 

100 

110 

120 

130 

140 

160 

180 

200 

250 

300 

350 

400 

500 

750 

1000 

1500 


■*■ 

a 

< 

2.66 
2.58 
2.60 
2.36 
2.25 
2.15 
2.07 
1.9-1 
1.83 
1.76 
1.60 
1.50 
1.43 
1.37 
1.30 
1.20 
1  15 
1.10 


bo 

a 

V 

O 

1.00 

1.00 

1.00 

1.00 

1.00 

100 

1.00 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.85 

.90 


1.83 

1.79 

1.75 

1.68 

1.62 

1.57 

1.53 

1.43 

1.33 

1.29 

121 

1.16 

1.13 

1.10 

1.06 

1.01 

1.00 

1.00 


bo 

.9 
'3 
o 
ii 
w 

ao 

2.14 

2.08 

2.02 

1.93 

1.85 

1.78 

1.73 

1.64 

1.67 

1.62 

1.41 

1.34 

129 

1.25 

1.20 

1.13 

1.10 

1.07 


0 
O 
<J 
00 

«> 
Q 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.87 

.90 

.93 


S  V 
S5 

1.57 

1.54 

1.51 

1.46 

1.42 

1.39 

1.36 

1.23 

1.20 

1.17 

1.12 

1.08 

1.06 

1.04 

1.01 

1.00 

1.00 

1.00 


the  friction  of  the  engine  gear  without  a  load ,  the 
surface  resistance,  and  the  friction  of  its  own  ax- 
les and  wheels,  as  well  as  those  of  its^  tender ; 
and  lastly  the  resistance  or  pressure  of  the  at- 
mosphere against  which  the  pistons  are  constantly 
acting,  these  forces  together,  which  must  be  all 
overcome  by  an  expenditure  of  steam  power,  be- 
fore the  surplus  power  can  become  applicable  to 
traction,  are  the  same  iu  a  train  of  50  tons,  as  in 
a  train  of  100  tons.  ]   -     ' '  •t;.  ■* 

Trusting,  Mr.  Editor,  the  importance  of  the  sub- 
ject will  excuse  my  trespassing  on  your  valuable 
colums  at  such  length.       j    .  .,■  j 

I  remain  yours  very  respectfully,  v- " 

E.  NuoKNT,  Principoi. 

Cineliin«tJ, 


1.49 
1.47 
1.44 
1.40 
1.37 
1.34 
1.32 
1.20 
1.16 
1.13 
1.09 
1.06 

104 
1.02 
1.00 
1.00 
1.00 
1.00 


Fourth  Class  Engines. 
Gross  Load  in- 
cluding Ei-gine 
and  Tender. 
60  toas, 
Equivalent  Horizon- 
tal Linus. 


Fourth  Cla.'is  Engines. 
Gross  Load  in- 
cluding Engine 
and  Tender 
30  tons. 
Equivalent  Horizon- 
tal Lines. 


Grades. 


1  in 


Second  Class  Engines. 
Gross  Load  in- 
cluding Engine 
and  Tender 
80  tons. 
Equivalent  Horizon- 
tal Lines. 


Second  Class  Engines- 
Gross  Load  in- 
cluding Engine 
and  Tender 
40  tons. 
Equivalent  Horizon- 
tal Linos. 


bo  <— 


Grailes. 


1  in 


90 
95 
100 
110 
120 
130 
140 
160 
180 
200 
250 
300 
350 
400 
500 
750 
1000 
1500 


a 

I 

2.60 
2.51 
2.44 
2.38 
2.20 
2.10 
2.03 
L90 
l.XO 
1.72 
1.58 
1.48 
1.41 
1.36 
1.28 
1.19 
1.14 
1.09 


•a 

a 


Q 

1  00 

1.00 

1.00 

1.00 

1  00 

100 

1.00 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.80 

.91 


1.80 

176 

1  72 

1.69 

1.60 

1.55 

1.51 

1.36 

1.31 

1.27 

1.20 

1.15 

1.12 

1.09 

1.05 

1.01 

1.00 

1.00 


bo 

a 
i> 
u 

CO 

< 

2.07 
2.02 
1.97 
1.88 
1.80 
174 
169 
1.60 
1.63 
1.4H 
1.42 
1.32 
1.27 
1.24 
1.19 
1.12 
1.09 
1.06 


to 

a 

Ol 

Q 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.83 

.88 

.91 

.94 


o  9 


1  53 
151 
1.48 
144 
1.10 
1.37 
1.34 
121 
1.18 
1.16 
1.12 
1.07 
1.05 
1.03 
1.01 
1.00 
1.00 
1.00 


90 
96 
100 
110 
120 
130 
140 
160 
180 
200 
250 
300 
350 
400 
500 
760 
1000 
1.500 


.r 

a 

I 

2.51 
2.44 
2.36 
2.33 
2.14 
2.06 
1.97 
1.85 
1.75 
1.68 
1.64 
1.45 
1.39 
134 
1.23 
1.18 
1.13 
1.09 


bo 

^ 
a 
o 
u 
<o 

Ol 

1.00 
1.00 
1.00 
1.00 
1.00 
1.00 

\m 

.83 

.83 
.83 
.83 
.83 
.83 
.83 
.83 
.83 
.87 
.91 


2  2 
S5 


1.75 
1.72 
1.68 
1.66 
1.67 
1.62 
1.48 
1.34 
1.29 
1.25 
1  18 
1.14 
1.11 
1.08 
1.03 
1.01 
1.00 
1.00 


bo 

a 

a 

Ol 
< 

2.00 
1.95 
1.90 
1.82 
1.75 
1.69 
1.64 
1.66 
1.60 
1.45 
1.35 
1.30 
1.26 
1.22 
1.18 
1.12 
1.09 
1.06 


bO 

t3 

a 
<u 

09 

<U 

Q 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

.83 

.83 

.83 

.83 

.83 

83 

.83 

.83 

.88 

.91 

.94 


0  o 

o>  o 

1.50 
1.47 
1.45 
1.41 
1.37 
1.34 
1.32 
1.20 
1.16 

1  14 
1.09 
1.06 
1.04 
1.02 
1.01 
100 
1.00 
1.00 


In  a  future  communication  I  intend  to  lay  be- 
fore the  readers  of  the  Journal,  (with  your  iKjr- 
mifsion  Mr.  Editor,)  tables  showing  the  steam 
pres.sure  required  in  the  cylinders  for  diflferent 
loads;  the  relative  velocity  with  these  loads  &o., 
which  cannot  fail,  I  apprehend,  to  be  of  great 
practical  utility  to  engineers. 

The  results  furnished  by  Mr.  Vose  merely  show 
the  amount  of  motive  power  required  for  ascen- 
ding grades,  but  throws  no  light  on  the  i)ower  re- 
quired iu  drsccu'liH^,  which  is  a  necessary  element 
in  determining  the  mean  motive  potcer, — the  bases 
of  all  economical  calculations.  Moreover,  the 
power  required  for  moving  a  traiu  of  50  tons,  with 
a  velocity  of  20  miles  au  hour,  as  furnished  by 
Mr.  Vose,  affords  no  data  for  determining  the 
power  requisite  to  move  a  train  of  100  tons,  or 
that  of  any  other  weight,  with  the  same,  or  a  dif- 
ferent velocity ;  because  the  power  necessary  in 
order  to  put  the  engine  itself  in  a  condition  to 
move,  that  is,  the  power  requisite  to  overcome 


road.  -.j  ']':>  Mi.^^ilm0M\ 
Fears  were  enterlaine<l  by  many  that  the  re- 
cent competition  between  the  Cincinnati,  Hamilton 
and  Dayton,  and  Little  Miami  Railway  Companies, 
by  which  the  fares  from  Cincinnati  to  Buflalo, 
were  reduced  to  au  unprecedented  figure,  would 
result  in  reduced  earnings  and  dividends.  It 
will  be  gratifying  to  such  to  learn  that  their  fears 
were  groundless ;  tli;\t  however  low  the  fares  may 
have  been  reduced  thu  carnii  gs  have  steadily 
increased  in  the  same  proportion  and  the  Cincin- 
nati, Hamilton  and  Dayton  Road  have  been  enabled 
to  declare  the  usual  five  per  cent,  dividend  on  their 
stock,  payable  from  the  earnings  of  the  last  six 
months.  .-.>:-: \4i^- 

This  Dividend  is  good  evidence  of  the  capability 
of  the  management  under  which  the  road  is  opera- 
ted.    It  shows  that   the  managers   know  what  it 
costs  them  to  carry  a  passenger  from  the  Ohio  to 
the  Lakes,  and  that  low   fares  have   acted   as  a 
premium  fur  the  inducement  of  travel   which  has 
tilled  up  the  cars  and  enabled  the  Company  to  run 
full  trains  at  little  if  any  more  expense  than  though 
their  loads  were  light;  the  differcnc3  in  number 
going  to  swell  the  earnings   beyond   the  previous 
aggregates  ;  and  also  that  while  the  two  lines  men- 
tioned were  engaged  iu  strong  competition   their 
managers  were  wise  enough  to  preserve  their  tar- 
iffs at  remunerating  rates.  .■  -  j  \^ 
Such  is  the  true  policy  of  Railway  management ; 
to  cheapen  the  cost  of  iravi  1  and  transportation, 
gradually,  as  the  capacity    of  the  country  to  fur- 
nish  traflic  will   admit  of  it,  just  so  fast  as  by  in- 
ducing all  the  inciease   of  traffic  over  the  route, 
the  net  earnings  may  he  kept  up  to  a  fair  interest 
paying  point,  upon  the   capital   invested.     To  as- 
certain  this  point,  requires  the  constant  watchful- 
ness of  far-sighted,  sagacious  men,  and  not  unfre- 
quently  the  auxiliary  aid  o[  a  healthful  competition' ., 
This  latter  is  the  Ciise  in  the  Miami    Valley  where 
the  bu.siness  requires,  and  is  amply    remunerating 
two  roads  at  remarkably  low  rates. 


Soutii  Carolin«»  ■,'•'-,,<>. ■axtai^.i' 

We  observe  that  a  convention  was  held  at  Col- 
umbia, on  the  27th  ult.,  to  receive  and  consider  the 
report  of  a  committee  appointed  at  a  previous 
meeting,  for  drafting  a  plan  and  resolutions  with 
reference  to  the  construction  of  a  railroad  from 
Columbia  to  Augusta,  Ga. 

On  taking  a  map  of  South  Carolina  it  will  bo 
seen  that  the  capital  of  that  State  is  in  the  direct 
line  of  the  great  north  and  south  line  of  Railroads, 
being  nearly  within  a  straight  line  drawn  from 
Weldon,  N.  C.  through  Raleigh  to  Ang^ista 
Ga. 
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Besides  the  advantages  of  this  position,  Colum- 
bia is  already  a  focal  point  for  three  important 
lines  of  railroads  from  the  north,  and  north-west, 
and  when  indenti&cd  with  the  great  line  of  com- 
munication now  proposed  will  become  ono  of  the 
principal  railroad  centers  of  the  south.  Add  to 
this  the  fact  of  its  being  at  the  head  of  the  steam- 
boat navigation  of  the  Santee,  and  in  railroad  com- 
munication with  Charleston,  and  it  is  difficult  to 
imagine  greater  advantages  of  situation  for  an  in- 
land town. 

To  secure  these  advantages,  the  peoi»le  of  Col- 
umbia, with  the  characteristic  enterprise  with 
which  they  have  aided  the  roads  running  north 
and  north-west,  have  instructed  their  town  coun 
oils  to  subscribe  for  the  corporation  .S300,000  to 
the  stock  of  the  Columbia  and  Hamburg  road, 
conditioned  that  S400,000  more  be  otherwise  sub- 
scribed, and  that  the  railroad  company  pay  inter- 
est on  the  instalments  as  paid  in. 

The  four  districts  of  Richland,  Lexington,  Or- 
angeburg and  EdgefielJ,  intersected  by  the  line  of 
the  proposed  road,  contained  in  1850,  over  96,000 
inhabitants,  thus  offering  a  strong  security  for  lo^ 
cal  support. 

The  convention  on  the  whole  have  adopted  an 
active  programme  of  operations,  and  inviting,  as 
they  have  done,  the  co-action  of  the  North  Caro- 
lina Central  road  and  of  the  people  of  Augusta,  we 
do  not  doubt  that  the  cherished  enterprise  will  be 
speedily  consummated. 

James  0.  Gibbes,  Esq.,  has  already  made  a  pre- 
liminary survey  which,  accompanied  by  ao  able 
report,  was  consulted  at  the  convention  and  re- 
ceived the  united  and  formal  thanks  of  the  mem- 
bers. We  shall  give  an  ab.stract  of  this  report  in 
our  next. 
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Car  Ventilation. 

We  have  received  some  further  communications 
on  this  subject,  but  as  we  are  averse  to  filling  the 
Journal  with  matter  which  is  neither  new  uor  in- 
teresting we  do  not  give  them  all  entire.        • 

"  P.  M.  H."  it  seems,  cannot  possibly  compre- 
hend that  Mr.  Lancaster's  plan  contemplates  in- 
ner and  outer  walls,  and,  consequently, — when  ap- 
plied to  cars  already  c^i.  tructed, — inner  and  out- 
er windows,  the  latter  being  closed,  at  the  option 
of  the  person  occupying  the  seat  opposite.  In 
the  construction  of  new  cars,  though  a  slat  may 
be  substituted  for  the  imicr  icindow,  the  outer 
one  remains  gliized,  or  sealed  as  before. 

We  supposed  this  was  made  perfectly  clear  in 
his  advertisement  and  the  cuts  accompanying  it, 
but  it  appears  that  "  P.  M.  H."  did  not  get  a  clear 
understanding  of  it. 

Below  we  give  Mr.  II.  M.  Paine's  account  of 
his  own  invention. 

(For  the  American  Railroad  Journal.) 

Most  cheerfully  do  I  respond  to  your  suggestion 
that  "  each  one  of  our  correspondents  state  what 
he  deems  the  causes  of  the  difficulty,  and  then 
state  explicitly  how  he  expects  to  overcome  it." 

If  when  riding  in  a  car,  with  the  "  Espy"  or  oth- 
er exhausting  ventilator  in  its  roof,  you  place  your 
hat  in  the  opening  in  the  roof  you  will  find  that 
the  draught  is  sufficient  to  retain  it  there.  The  air 
thus  drawn  out  through  the  roof  of  the  car  is 
drawn  in  at  the  windows,  and  this  inward  draught 
is  the  p-eat  cause  of  the  entrance  of  dust  at  the 
window.  But  if  the  car  should  have  no  exhaust- 
ers on  its  roof,  the  dust  would  still  enter  at  the 


window  openings.  The  air  in  the  interior  of  the 
carriage  will  be  in  a  comparative  state  of  rest, 
while  the  external  atiposphere  is  moving  in  rapid 
eddies,  caused  first  by  the  bead  of  the  train  dis- 
placing the  air,  and  second,  by  the  impingement 
of  the  displaced  portions  against  the  side  of  the 
train.  These  whirling  eddies  retain  the  dust  they 
hold  in  suspension,  while  they  traverse  the  solid 
work  of  the  car,  but  the  moment  an  opening  i« 
reached,  the  particles  are  thrown  through  it  into 
the  car  with  great  force  ;  the  superior  gravity  of 
the  matter  in  suspension  carrying  it  even  beyond 
the  air  currents  from  which  it  is  projected.  These 
are  the  causes  why  a  railroad  car  is  dusty.  I 
will  now  state  how  I  propose  to  remedy  these  diffi 
culties.  Ifyou  place  a  shingle  in  the  windows  at 
an  angle  of  about  GO^  with  the  cars  side,  a  strong 
current  will  be  endured  outward:  the  whirling 
and  impinging  external  currents  will  be  deflected 
by  the  projecting  angle  of  the  shingle,  and  a  va- 
cuum formed  at  the  point  of  their  departure  from 
the  deflecting  plane,  which  the  interior  will  rush 
in  to  supply  and  thus  create  the  outward  current. 
If  such  a  shingle  be  placed  in  every  window  and 
no  openings  be  made  in  the  roof,  there  will  be  no 
efiect,  but  if  an  opening  be  made  in  the  roof,  then 
a  strong  current  of  air  will  be  drawn  down  into  the 
car  and  p»ss  out  through  the  windows,  thus  cfiec-' 
tually  preventing  the  entrance  of  smoke,  cinders, 
or  dust.  Now  if  the  windows  of  a  car  are  so  con- 
structed as  to  present  a  deflecting  angle,  at  the 
will  of  the  passenger,  and  operate  as  the  shingle, 
it  will  be  as  impossible  for  dust  to  enter  the  car, 
as  it  is  for  the  train  to  move  without  power.  The 
exclusion  of  the  dust  is  but  one  of  the  points  of 
such  an  arrangement.  Its  great  ventilating  qual- 
ities are  apparent  to  any  mind  conversant  with 
the  subject.  To  supply  copious  quantities  of  pure 
air  without  indiccing  local  curr rents,  is  the  great  at- 
tainment of  perfect  ventilation.  During  the  win- 
ter of  1863,  a  car  so  fitted,  on  the  Hartford  and 
Springfii'ld  Railroad  had  its  temperature  reduced 
from  95°  to  50°  above  zero  in  four  minutes  with- 
out any  sensible  currents. 

This  system  of  ventilation  requires  no  continu- 
ity attachments,  but  leaves  the  car  intract  as  a 
whole,  while  the  cost  of  a  new  car  is  not  increas- 
ed one  cent.  But  there  lia.sbeen  one  difficulty  to 
overcome  and  render  it  perfect.  The  smoke  and 
hot  gases  from  the  stacks  will  enter  the  feeds  on 
the  roof  Dispose  of  this  difficulty  and  a  days 
work  of  two  men  on  any  car  now  running  will 
perfectly  ventilate  it  and  render  it  dust  proof — 
There  are  good  reasons  to  believe  that  the  diffi- 
culty is  overcome.  The  smoke  has  been  thrown 
under  the  train  by  means  of  a  syphon  attached  to 
the  stack,  but  the  complaint  is  that  the  bright 
work  of  engines  is  blackened  when  coming  to  sta- 
tions. Another  experiment  is  being  made  to  dis- 
sipate or"  dilute"  the  smoke  and  gases  to  such 
an  extent  that  the  keenest  sm«ll  will  not  detect 
their  presence. 

^^  "  1.     ;:  -:       h. m.  paine. 

(For  the  American  Railroal  Journal.) 

Mr.  Editor — Allow  an  old  subscriber  to  return 
you  his  thanks  for  the  liberality  you  have  shown 
and  are  showing  by  opening  your  columns  for  the 
discussion  of  the  principles  of  ventilation  as  ai>- 
plied  to  railway  cars.  It  is  a  great  matter  and  one 
destined  to  effect  great  changes  in  the  value  of 
railway  property.    I  never  have  for  a  moment 


doubted  the  feasibility  of  getting  rid  of  that  fatal 
drawback  to  the  success  of  our  roads.  The  time 
is  near  if  indeed  not  already  with  us,  when  the 
people  will  abandon  traveling  for  pleasure  alto- 
gether; the  falling  off  is  immense  already  and  unless 
the  eyes  of  our  railway  managers  can  be  cleared 
of  du!>t,  it  need  not  be  expected  that  they  will  be 
able  to  see  what  they  should  long  since  have  seen ; 
that  the  only  and  true  way  to  increase  receipts  is 
to  make  that  mode  of  transit  popular  by  making 
it  agreeable. 

Go  on  therefore  in  the  good  work ;  you  cannot 
fail ;  the  truth  will  come  out. 

New  York,  August  19th,  1854. 

H.H.J. 


Machinists'  Toolt. 

SHRIVER  &  BROTHERS'  M.^MTACTORY. 

Among  the  m<>st  gratifying  results  of  successfol 
railway  enterprizes  is  the  extraordinary  impetus 
given  to  all  industrial  and  manufacturing  interr sts 
along  their  routes.  No  sooner  is  a  railway  project 
stai ted  and  sufficient  stock  subscribed  'o  insure 
its  success  than  the  vacant  lands  in  the  vicinity  of 
its  line  arc  occupied.  As  each  successive  division 
is  opened  for  traffic  and  its  depots  establishe'I, 
villages  spring  up,  with  all  thtar  coneoaitants 
of  carpenter,  blacksmith,  cooi)er,  tin  shops  and 
mimberless  other  small  manufactories  which  it  is 
not  necessary  to  enumerate  here,  giving  employ- 
ment to  all,  imparling  activity  to  everything  in 
the  vicinity  and  rendering  each  dtizen  dependent 
upon  liis  neighbor  for  some  j  of  the  neces- 
saries of  life.  In  these  placds  there  are  no 
drones  ui>on  society.  The  spirit  and  necessities 
of  the  time  and  age  seem  to  have  communicated 
themselves  to  all  parties  till  there  is  no  one  left 
who  can  find  no  employment.  Instead  of  such 
places  pushing  business,  it  exacts  <the  reverse ;  bu- 
siness pushes  them  ahead.  I 

The  Baltimore  and  Ohio  ana  New  York  and 
Erie  Roads  are  lined  with  enterprizing  places  of 
this  character  all  of  which,  or  nearly  so,  owe  their 
existence  to  those  enterprizes.  Many  of  these 
places  are  also  manufacturing  seats  of  considera- 
ble note.  Some  of  our  best  locomotives,  cars,  and 
other  railway  equipments  are  manufactured  at 
these  inland  cities  of  a  few  years.  Their  cheap 
rents,  the  low  price  of  fuel,*  meat*  and  vegetables 
and  often  times  the  facilities  for  the  use  of  wat«r 
power  which  they  offer  tend  to  fcheapen  the  cost 
of  manufacture  of  all  such  articles  in  a  great  de- 
gree ;  while  the  convenience  of  transit  afforded 
by  the  railways  admits  of  the  products  of  the 
manufactories  being  forwarded  in  ;all  directions 
required  with  as  much  dispatch  as  from  the  sea- 
board. These  are  no  slight  advantages  in  a  manu- 
facturing business  which  are  being  daily  better  ap- 
preciated in  all  parts  of  the  country. 

It  will  be  seen  by  our  advertising  columns  that 
Cumberland,  Maryland,  about  half  way  from  the 
Atlantic  to  the  Ohio  on  the  B^timore  an  1  Ohio 
Railroad,  is  rapidly  advancing  in  the  manufacture 
of  iron  and  steel.  Messrs.  Shriver  &  Brothers, 
are  making  Machinists'  Tools  of  the  best  charac- 
ter such  as  are  suited  to  railroad  shops.  Many 
Southern  and  Western  Companies  will  find  Cum- 
berland the  most  convenient  point  from  which  to 
get  their  sapplies  for  their  repair  shops.  It  will 
be  observed  that  they  invite  orders  for  all  the 
.most  essential  portions  of  the  fixtures  for  such  es- 
tablishments, and  we  think  the  manager*^  *  * 
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vicinity  will  consult  the  irtterests  under  their 
charge  by  giving  the  Fulton  Works  at  Cumberland 
a  fair  examination. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100. 
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Atlantic  and  St.  Lawrence.  ..Maine 
Androscoggin  and  Kennebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .      "*' 

York  and  Cumberland, 

Boston,  Concord  and  Montreal 

Concord , 

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Paasumpsic. , 

Rutland " 

V^ermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .      " 
Boston  and  New  York  Central      " 

Old  Colony , 

Taunton  Branch 

Vermont  and  Massachusetts . . 

Worcester  and  Nashua , 

Western 
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Erie  Railroad. 

No  one  will  su.spect  us  of  partiality  to  the  Erie 
Railroad  ;  but  it  strikes  us  that  the  position  it  now 
holds  in  public  estimation,  presents  a  striking  con- 
trast to  its  former  popularity,  not  justified  by /ac<5, 
and  not  at  all  flattering  to  the  sagacity  or  consis- 
tency of  its  former  friends.  It  was  once  the  favo- 
rite security  6f  New  York.  Certain  assumed  re- 
sults of  its  construction  carried  its  stock  to  a  high 
figure.  These,  and  even  greater  results,  have  been 
realized,  yet  it  is  fast  running  to  a  point  at  which 
it  will  be  difficult  apparently  to  give  its  stock 
away.  What  is  the  cause  of  this  great  change  7 
Not  that  the  road  has  not  redeemed  its  pledges  by 
which  it  was  received  into  popular  favor,  but  that 
the  public,  in  spite  of  its  success,  has  lost  con- 
fidence in  it.  The  road  is  a  valuable  and  produc- 
tive as  it  was  ever  claimed  it  would  be.  It  is  the 
popular  sentiment  that  has  changed,  a  change,  if 
this  sentiment  was  ever  correct,  due  to  caprice 
rather  than  to  any  newly  discovered  evidence  im- 
peaching the  value  of  the  road. 

In  our  opinion  the  road  is  worth  vastly  more 
than  it  ever  was.  The  value  of  it  depends  upon 
its  management.  It  is  taming  enough  to  pay  a 
reasonable  income  on  its  cost.  If  it  be  economi- 
cally managed,  it  is  doing  so.  The  value  of  the 
securities  of  this  company  turns  upon  this  fact. 
A  momentous  question  this  is  in  every  road.  A 
conviction  that  it  was  not  well  managed  led  us 
to  attack  its  direction.     The  result  was  that  new 

men  were  called  to  its  charge.     Under   the  direc- 1 Stonington 

„   ,         .         i     .      /.         ,         1  a-    i.    Providence  and  Worcester... 

tion  of  these,  important  reforms  have  been  eflect-  Qjyjj^j  ^        (jonn 

ed,  particularly   in  the  superintendent's  depart-   Uartford  and  New  Haven 
ment,  upon  the  conduct  of  which,  the  success  of 
every  road  depends. 

The  mode  of  reasoning  applied  to  ot.h.er  ronda 
will  show  the  groundlcsness  of  the  present  panic 
in  Erie.     Its  earnings  of  the  past  half  of  the  year 
ending  July  Ist,  have  been  S2,500,000.     Estimat- 
ing that  the  receipts  will  be  10  per  cent,  greater 
for  the  balance  of  the  year,  as  has  unformly  been 
the  fact,  the  total  will  be  $5,250,000.     This  sura 
is  equal   to   nearly  153^  per  cent,   on  a  cost  of 
$34,000,000.     Allowing  50  per  cect.  A«r  expenses 
leaves  32,625,000  for  interest  and  dividends,  or  7)^ 
per  cent,  on  the  cost  of  the  road.    There  does  not 
appear  to  be  any  fallacy  in  this  mode  of  reason- 
ing ;   nor  is  there,  if  our  prerai-ses  be  correct,  and 
the  road  be  well  managed,  both  of  which  wc  as- 
sume.    We  admit  that  we  are  agreeably  disap- 
pointed in  the  earnings  of  tho  road.     They  are 
much  greater   than  we  anticipated  ;  so  much  so, 
that  we  are  satisfied  the  receipts  are  large  enough 
to  pay  7  per  cent,  net  on  a  capital  of  $34,000,000. 
If  such  be  the  fact,  would  it  not  be  wiser  for  the 
rflockholders  to  look  a  little  more  sharply  into  the 
management  and  value  of  their  property,  instead 
of  giving  way  to  unaccountable  panics,  and  selling 
their  stock,  without  knowing  whether  it  bo  worth 
10,  or  400  cents,  or  the  dollar.     If  the  manner  in 
which  the  L  jlder  of  Erie  stock  went  into  it,  was 
calculated  to  inspire  distrust,  as  to  the  soundness 
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626,059 
188,442 
90,315 
374,897 
169,738 
214,323 
182,898 
1,525,224 
240,572 
291,417 


opened. 


Leasedtojthe  Vt.  C  ent. 
none 
'none 
114.09a  0 
418,3681  8 
226,689   64 


86 
82 
42 
95 
24 
27 

il06 
86 
42 
88 

104 

*io 

21 
9 

u 

82 


413,289 
26,412 
102,098 
810,876 
126,589 
214,683 
46,889 


35,214|none 

122,866inone 
21,490|  8 
13,144none 
81,807   6 

746,736   7 

110,892 

120,892 


639,529 
329,041 
69,629 
114,410  .. 
800,7131   428,173 


6 
4 
294,269:10 
168,902|none 
none 


Recently  opened.   ; 
267,661!    116,966! 


Recently 
Recently 


opened, 
opened. 


7 

8 
none 

4 
none 
none 


76,760      39,360none 

74,24li      23,496,none 

4,318,9621,800,1811  7 


81 
100 
79 
96i 
40 
62 
62 
92 
871 
117 
60 
96  i 

'iii 

60 
981 
65 
70 
66 
116 


'tr.« 


40 
50 


130 


461 


1,063,669 
681,445 
205,068 


338,783  none  44 
324,494  4 
44,070none 


480,137! 


610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,600,000 

1,022,420 

2,197,840 

986,106 

1,184,600 

600,000 

830,100 

6,666,382 

6,000,0001 


none 


195.847 

633,598!  92,3531  46,072 

349,775!Recently  'opened. 

774,4951  213,078'   96,737 

1,250,000|  Recently  lopened. 

1,832,945  173,6451  136,017  none 

329,577; Recently  oi)cned.   1 . . . . 

1,048,357  Recently  [opened,    none 

l,693,71l|    225,1621    116,706|  8 

4,327 ,49'*  1,388,385 

1,220,325     149,941 

476,000,  3,245,720    603,942 

1,500,000   2,379,880]    260,899 

1,266,1431    118,617 

760,000iRecently 

1,702,523!   265,327 

10,427,8001 1 7 ,141 ,987 12,480,626 

2,899,166)  8,067,285|  868,038' 


85 
28 
89 
12 


H 


478,4 13|  10 

79,252   7 

816,259 10 

124,740   3 

76,890   6 

opened.    . . , 

106,320   8 

1,251,987   7 

641,7691  6 


30 
38 

92 
148 

in 


126 
66 

68 
68) 
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Railway  Share  List, 

CempUedfrom  tie  latest  returns — corrected  every  WedneSday — on  a  par  valiuUion  o/SlOO. 


NAME  OF  COMPANY. 


Pennsylvania  Central Penn 

Philadelphia  and  Trenton ....     " 

Pennsylvania  Coal  Co " 

B&ltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va. 

Manassas  Qap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 

Rich.,  Fred,  and  Potomac " 

Sonth  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

(Jeorgia  Central Qa. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga. . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  Pitteburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Uam.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...     " 

Columbus  and  Xcnia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati..  " 
Lafayette  and  Indianapolis. . .  " 
Madison,  Indianapolis  &  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central..- " 

^^J«c Mo. 


a 
o 

09 


250 

80 

47 

381 

38 

57 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


jlOl 

1211 

jlOl 

71 

60 

65 

93 

33 

88 

60 

80 

126 

38 

29 

65 


o 


9,768,165 


13,118,902 
1,650,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,600,000 
4,000,000 
1,013,088 


586,887 


100 
147 
95 
135 
46 
61 
601 


40 
20 
36 
31 
37 
84 

i67 
57 


187 


44 
54 
31 


131 
83 
90 
62 

159 
72 


776,259 
879,868 
688,611 


836,000 
2,093,814 
1,430,160 

367,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


760,000 
1,291,700 


1,128,486 


135 


92 
815 
,282 
38 


2,647,700 
632,387 


2,400,000 


•§ 
0 
h 


6,000,000 


6,677,103 


173,867 
200,000 

'  603",666 
640,000 
469,160 
707,968 
120,000 

1,134,698 


600,000 
3,000,000 


418,187 

1,214 

163,000 


160.000 


400,000  In 


541,000 
860,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 
660*666 


482,000 
1,000,000 
1,767,000 


•3   ■*» 

S  0 

o  " 
H 


13,600,000 


22,254,338 
1,650,000 


fi>5 

8  ® 


1,943,827 


«  >. 

&*« 

.£•5 

PS 

is 


o 
•o 

(.1 

<2 

•o 

a 
<u 


617,626 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,53li 
2,965,574 


2,033,420 
348,622 
413,673 


227,693 


798,193'  7 
216,237  8 
152,636... 


72,370!  7 


122,861 
254,376 

62,762 
210,062 
109,268 

89,776 
510,038 


In  prog. 

7, 002,396 1 1,000,7 17 
In  prog.  I 

3,466,8791 


1,277,834 
In  prog. 

743,525 
In  prog, 
prog. 
In  prog. 
1,330,960 


986,074 
934,424 
278,739 
59,590 
129,395 


In  prog. 
In  prog. 
In  prog. 
684,902 


173,642 


87,421 


In  prog. 
3,279,908  432,682 


3,665,000 
2,000,000 


777,793 


2,659,653!  321,793 

In  prog,  i 

925,000  Recently 
In  prog. 


In  prog, 

3,169,733 
1,856,000 
4,110,148 
In  prog. 


667,559 


640,518 


2,460,000' Recently 


300,000 
26,000 


In  prog. 

(C 

1,310,062 
In  prog. 


74,113  none 
113,256  7 


99,077  10 
42,786  none 

12 

6 


153,898 


609,711 


2 

c« 

.a 

OB 

o 


85 


102! 
62 


77 

70 

40 

100 


60 

98 


126 


635,608  8 
466,468  7>^! 
149,960'  9 

21,731... 

71,536i  8 


116 

lioi* 


76,079 


44,250 


267,278 


10 


483,454  12 


200,967 


opened. 


352,133 


10 


113,4011... 


opened. 


1,289,000 


1,241,300 
663,100 


Recently  jopencd. 
314,434  168,612 
237,606 


2,400,000i 
1,363,019 


516,414 
106,944 


4,000,000  4,600,0001 


600,000 
3,741,664 
8,977,663 

non 


10 


"  Recently  I  opened. 

1,869,932  Recently  opened, 
opened. 
268,075: 
71,446 


10 
4 


63 
80 


46 

59 
7U 


100 
65 


62 
75 


56 


77i 
79 


90 


A' 


In  prog.  ;  473,648 
7,276,616  1,200,922 
8,618,505,1,145,698 

In  progresj  Recently 


286,152' 
586,9291 
582,816 
opened. 


17 
8 


123 
94 
86 


of  their  judgments,  the  manner  in  which  they  are 
quitting  it,  is  well  caiculated  te  inspire  contempt. 

Stock  and  Money  Market* 

We  have  nothing  new  to  report  as  to  the  state 
of  the  stock  market,  with  the  exception  of  the  fall 
in  Erie,  which  is  some  9  per  cent,  lower  than  at 
our  last  quotations.  On  Tuesd*y,  it  sold  for  S3>^, 
which  is  the  lowest  point  yet  touched.  Other  se- 
curities are  tolerably  well  maintained,  though  ne- 
cessarily affected  somewhat  by  the  panic  in  Erie.  * 
As  this  panic  seems  to  be  the  result  of  foreboding 
as  to  the  future,  and  probably,  to  a  distrust  as  to 
the  healthy  condition  of  the  company's  aflkiri, 
we  think  the  company  should  take  immediate 
steps  to  provide,  if  possible,  for  the  bonds  that 
are  to  fall  due  in  Febmary,  as  well  as  to  give  the 
public  a  clear  idea  as  to  how  it  stands,  and  what 
it  is  doing.  If  as  is  claimed,  satisfactory  statements 
can  be  m^e  in  reference  to  both  particulars,  no 
time  should  be  lost  in  taking  measures  to  quiet 
the  alarm  which  exists.  '  f  •     '■'-•;,"'.'** 

The  general  market  shows  no  improrement; 
and  none  is  to  be  expected,  probably  for  some 
weeks  to  come.  There  is  much  apprehension  that 
we  have  not  yet  reached  the  foot  of  the  hill,  and 
that  embarrassments  of  the  mercantile  communi- 
ties may  tend  to  disturb  the  money  market  for 
some  time  to  come.  '1  ' 

We  learn  that  there  is  a  steady,  though  not 
large,  foreign  demand  for  railroad  securities. 
Foreigners  seem  better  to  appreciate  their  value, 
than  our  own  people.  j-  ' :  '  ' 

We  send  our  new  lithograph  map  to  any  ad- 
dress, by  mail,  on  the  receipt  of  one  dollar.  It 
shows  all  the  railroads  in  operation,  progress  or 
projected  in  the  United  SUtes  and  Canadas. — 
Railroads  supplied  in  quantities  at  a  liberal  dis- 
count. 

Ncmr  PnblleaUoMSt 

We  have  the  Mining  Magazine  for  August, 
published  by  William  J.  Tcnney,98  Broadway,  N. 
Y.  This  Journal  is  devoted  to  the  whole  range  of 
mining  operation:)  throughout  the  country,  em- 
bracing all  the  locations,  processes  and  machinery 
for  the  raising  aud  conversion  of  all  kinds  of  min- 
erals, coals  and  earth.-^.  It  contains  scientific  dis- 
cussions of  the  mineral  character  of  all  localities, 
and  upon  various  systems  of  mining  and  purifica- 
tion ;  besides  being  a  current  record  of  active  op- 
erations in  all  the  mining  districts  of  our  country,  - 
from  Maine  to  California.  To  describe  a  work 
having  so  peculiar  and  comprehensive  a  charac- 
ter,' it  may  be  said  that  it  includes  the  geology, 
chemistry,  history,  progress,  economy  and  finance 
of  mining,  in  all  its  departments.  Its  contents  at- 
test excellant  facilities  for  information,  and  con- 
sidering the  extent  of  the  interest  which  it  repre- 
sents, it  may  be  said  to  be  a  valuable  and  credi- 
table member  of  the  periodical  literature  of  the 
United  States. 

Ucmphls  and  Ckarleateii  RaIIrf>ad> 

The  Huntsville  (Ala.)  Democrat  understands 
that  the  Directors  of  the  Memphis  and  Charleston 
Railroad  sold  $400,000  of  7  per  cent,  bonds  to 
their  own  stockholders  and  other  capitalists  of  the 
Tennessee  Valley  on  the  terms  proposed  by  them. 
This,  it  is  stated,  will  enable  the  Company,  with 
their  other  means,  to  lay  their  track  through  Ala- 
bama—150  miles — except  26  miles  of  iron  west  of 
Tuscumbia. 
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I mproT* mentor  tlie  JLoeomoUire^ 

By  Zerah  Colbubn. 
Tke  Boiler. 

The  object  of  the  present  article  is  to  consider 
the  means  for  increasing  the  extent  and  cffi-cicncy 
of  the  tube  surface  of  the  boiler.  With  the  view 
that  the  extent  of  tube  surface  is  one  principal 
basis  of  craporative  power  I  shall  show  that  it 
may  be  iucrea^d  beyond  the  usual  limits,  and 
shall  also  direct  attention  to  means  of  increasing 
the  eTai>orative  efficiency  of  a  given  area  of  this 
description  of  heating  surface. 

The  increase  of  room,  obtained  by  any  disposi- 
tion of  the  engine,  which  admits  a  52  inch  boiler 
in  place  of  one  of  41  inches,  is  equivalent  if  occu- 
pied by  tubes  to  an  increase  of  33  per  cent,  of 
their  surface.  The  arrangement  of  the  engine 
does  not  fix  any  dehnite  limit  to  the  lengths  of 
the  tubes,  but  this  dimension  depends  upon  the 
distance  through  which  heat,  received  through  an 
opening  such  as  that  at  the  tube-end,  can  be  eco- 
nomically can  ied ;  and  also  upon  the  increased 
difficulty  of  keeping  long  tubes  firmly  fastened  in 
their  sheets.   Let  us  consider  both  of  these  points. 

The  amount  of  beat  which  a  tube  can  take  up 
is  proportional  to  the  extent  of  its  opening  into 
the  furnaoe  and  to  the  strength  of  the  draught  by 
which  it  is  solicited.  It  must  be  remembered  how- 
ever, that  the  whole  strength  of  the  draught  is  ob- 
tained by  a  contraction  of  the  exhaust-steam  pipes, 
and  that  a  load  is  thereby  imposed  upon  the  en- 
gine proportional  to  the  ext«nt  of  the  contraction. 
So,  unless  a  given  amount  of  blast-pipe  contraction 
can  bo  made  to  produce  a  .stronger  draught,  (and 
which  I  will  hereafter  consider)  we  must  increase 
the  size  of  opening  into  the  furnace  to  take  up  and 
convey  a  greater  amount  of  heat. 

These  openings  .ire  of  very  small  size,  principal- 
ly because  of  the  small  size  of  the  tubes,  and  part 
ly  because  the  tubes,  if  of  copper  or  brass,  require 
to  be  fastened  to  their  sheets  with  an  internal 
thimlie  of  cast  iron,  reducing  the  internal  dia- 
meter of  the  tube  about  one  quarter  of  an  inch. 
The  tube  openings  of  many  engines  are  as  small 
aa  Ij^  or  1^  inches.  Now,  the  air  passing  into 
these  openings  from  the  furnace  is  heated  to  3000° 
and  is  thereby  so  much  rarified  as  to  be  increased 
six  times  beyond  its  ordinary  volume.  It  is  ques- 
tionable if  these  openings  are  not  altogether  too 
•mall  for  tubes  of  11  feet  length.  Yet,  small  tubes 
are  preferred  to  those  of  larger  diameter,  as  afford- 
ing more  surface  upon  the  number  of  tubes  which 
can  thereby  be  placed  within  a  given  space. 

It  needs  but  a  moderate  increase  of  diameter  of 
tubes  to  remedy  the  evil  complained  of,  inasmuch 
as  the  areas  of  the  tube  openings  increase  as  the 
squares  of  their  diameters ;  and  at  the  same  time, 
with  the  same  increase  of  diameter,  but  very  little 
of  actual  surface  would  be  lost.  Again,  if  iron 
tubes, could  be  used  in  place  of  copper,  (and  long 
experience  sanctions  their  use)  we  could,  besides 
gaining  other  'great  advantages,  dispense  with 
tightening  thimbles,  and  thereby  obtain  a  material 
increase  of  the  area  of  tube  opening. 

By  using,  therefore,  wrought  iron  tubes  of  from 
2^  to  2)^  inches  in  diameter,  we  could  increase 
the  distance  through  which  heat  could  be  econo- 
mically carried,  and  upon  that  consideration  could 
carry  out  tubes  to  14  feet  length,  if  desirable,  for 
passenger  engines. 

£verv  eniiinc  builder  is  ready,  however,  to  pro- 


nounce against  "long  tubes,"  until  called  to  com- 
plete an  engine  of  unusual  power,  when  he  finds 
that  in  Increasing  the  length  of  the  tubes  is  the 
only  mode  of  securing  proportionate  heating  sur- 
face. Long  tubes  have  given  difficulty  by  leaking. 
But  they  did  not  leak  merely  because  they  were 
long,  but  by  the  combined  circumstances  that 
they  were  of  copper  or  brass,  having  a  greater 
rate  of  expansion,  when  heated,  than  iron;  and 
that  they  were  of  small  diameter,  and  were  there- 
fore not  so  stiff  and  not  so  well  able  to  retain  their 
places  firmly  in  the  tubo  sheets.  ■^r-\'--- 

Again,  afler  having  secured  by  these  disposi- 
tions, a  greater  extent  of  heating  surface  than  is 
usual  with  powerful  engines,  I  believe  it  could  be 
made  more  efficient  in  evaporation,  by  making  a 
separate  chamber  or  water-reservoir  at  the  for- 
ward ends  of  the  tubes.  A  sheet,  drilled  like 
either  of  the  tube  sheets  could  be  placed  across 
the  boiler  at  two  feet  from  the  ends  of  the  tubes, 
and  the  isjiace  included  between  such  sheet 
and  the  tube  sheet  be  filled  by  the  feed 
Water,  which,  afle^  being  heated,  would  pass 
into  the  boiler  through  an  ordinary  check 
valve.  In  t'lis  heater  the  water  could  be  raised 
to  the  boiling  point.  The  economy  of  beating  the 
feed  water  has  been  ascertained,  by  the  experi- 
ments of  Daniel  Kinnear  Clark,  to  be  as  a  saving 
of  one  per  cent,  of  fuel  for  every  10°  elevation  of 
the  temperature  of  the  feed  water,  or  a  saving  of 
15  per  cent,  in  using  feed  water  at  212°  instead  of 
at  62°. 


Convention  of  Railroad  Alenagera. 

A  convention  of  the  officers  and  managers  of  the 
great  lines  leading  from  New  York  to  the  West 
was  held  at  the  St.  Nicholas  Hotel,  in  this  city, 
during  the  past  week.  The  object  of  the  conven- 
tion was  to  effect  a  concert  of  action  in  regard  to 
mail  compensation,  in  regard  to  the  through  tra- 
vel going  from  New  York  to  beyond  Lake  Erie 
and  the  Ohio,  and  in  regard  to  "railroad  runners," 
and  other  matters  in  which  all  of  the  companies 
represented  have  a  common  interest. 

The  delegates  from  the  different  companies  were 
as  follows : 

On  bekalfof  tkc  New  York  Central  R.  R. 
Erastus  Corning,  President. 
Dean  Richmond,  Vice  President. 

A.  C.  Paige,  }  T):..-tors 

John  H.  Chedell,  \  ^"^^c^ors. 

Chauncy  Vibbard,  General  Superintendent. 

J.  V.  L.  Pruyn,  Secretary  and  Treasurer. 

On  behalf  of  the  Hudson  River  R.  R. 

E.  D.  Morgan,  President. 

Nelson  Robinson,  Director. 

Mr.  Sykes,  Assistant  Superintendent. 

On  behalf  of  the  People's  Line  of  Steamboats. 

Isaac  Newton,  General  Agent. 

On  behalf  of  the  Neto  York  t,nd  Erie  R.  R. 

Homer  Ramsdcll,  President. 

D.  C.  McCallum,  Gencial  Superintendent. 

Daniel  Drew,  Treasurer. 

On  behalf  of  the  Pennsylvania  R.  R. 

J.  Edgar  Thompsim,  President. 

Herman  Haupt,  Chief  Engineer.  .',  ^j. 

On  behalf  of  the  Philadelphia,  Wilmington  and 

Baltiinore  R.  R. 

S.  L.  Spafibrd,  Superintendent.  ^=1- 

On  behalf  of  the  BaUimore  and  Ohio  R.  R. 

Wm.  G.  Harrison,  President. 

John  H.  Done,  Master  of  Traosportatioja. 


On  Tuesday,  Aagost  15tb,  on  motion  of  Mr. 
Haupt,  the  Convention  was  organized  by  the  elec- 
tion of  Hon.  Erastls  Corning,  President  of  the 
New  York  Central  Railroad  as  President,  and 
JouN  H.  Done  Esq.;  Master  of  transportation  of 
the  Baltimore  and  Ohio  Railroad,  as  Secretary. 

The  subjects  expected  to  be  presented  to  the 
consideration  of  the  convention,  were  stated  by  J. 
Edgar  Thompson   Eh<i. 

On  motion  of  J.  II.  Chedell,  Esq.,  the  subject 
of  Mail  Pay  was  .referred  to  a  Committee  of  one 
from  each  Railroad  represented. 

The  Chair  appointed  the  following  Committee  ; 
Mr.  McCALLUM,         Mr.  HAUPT, 
Mr.  MORGAN  Mr.  SPAFFOBD, 

Ma.  CHEDELL,  Mr.  DONE. 

This  Committee  at  a  subsequent  day  made  the  fol- 
lowing report : 

REPORT. 

The  Committee  to  whom  was  referred  the  con 
sideration  of  the  com]>ensation  proper  to  be  allow- 
eil  to  railroad  companies  for  mail  services  resp«ct- 
fuUy  report : 

That  they  have  given  the  subject  their  atten- 
tion, and  while  they  appreciate  the  difficulties  and 
embarrassments  which  attend  the  attempt  to  es- 
blish  the  rates,  they  believe  that  the  following 
priiici|)les  should  govern  the  linos  here  represent- 
ed in  the  determination  of  tho  allowance  to  bo 
claimed  from  the  Post  Office  Department. 

The  operations  of  this  Department,  tending  as 
they  dc  to  confer  important  benefits  on  the  pub- 
lic, should  not  only  meet  with  no  impediment  fi'om 
transpoi  tation  companies,  but  should  receive  from 
them  every  assistance  which  it  is  in  their  poweir 
to  bestow,  not  incompatible  with  tho  other  inter- 
ests which  it  is  their  duty  to  protect. 

But  while  they  recognize  the  right  of  the  public 
to  claim  reasonable  accommodation,  your  Commit- 
tee are  of  opinion  that  the  Post  Office  Department 
should  not  expect  the  performance  of  the  mail 
service  without  adequate  compensation.  They  do 
not  consider  it  either  expedient  or  right  that  rail- 
road companies  should  sacrifice  the  interests  of 
their  stockholders  and  depreciate  the  value  of  the 
property  which  they  are  appointed  to  protect,  by 
performing  any  public  service  at  less  than  cost. 

Your  Committee  believe  that  no  arrangement 
can  be  regarded  as  equitable  that  does  not  recog- 
nize the  principle  of  compensation  for  the  service 
actually  performed,  taking  into  consideration 
the  number  and  weight  of  mails,  the  offices  to  be 
supplied,  and  the  manner  of  supplying  them,  the 
character  of  the  accommodation  furnished,  and  the 
rate  of  s^'ed. 

Experience  has  proved  that  the  lowest  rates  at 
which  ordinary  freight,  carried  in  freight  trains  at 
a  speed  of  ten  ar  twelve  miles  per  hour,  and  in 
large  quantities,  can  bo  made  to  pay  interests  and 
expenses,  will  average  about  two  cents  per  ton  per 
mile  for  heavy  agricultural  products,  three  cents 
for  grocerifs,  and  four  cents  for  dry  goods.  Ex- 
press freight,  carried  at  high  speed  with  passen- 
ger trains,  usually  p.iy  doufa^  these  rates.  The 
accommodation  furnished  to  the  P^^st  Office  De- 
partment will  average  the  half  of  one  eight-wheel- 
ed car  for  each  mail  in  each  direction.  The  capa- 
city of  the  car  being  ten  tons,  and  expense  of 
transportation  nearly  the  same  whether  filled  or 
empty,  at  four  cents  per  ton  per  mile  each  way, 
which  is  less  than  the  ordinary  charge  for  dry 
goods,  carried  in  freight  trains,  tho  annual  com- 
pensation for  365  days,  will  amount  to  $292  for 
daily  mails.  Whether  the  mails  occupy  but  half 
or  whole  of  the  car  it  is  of  very  little  consequence 
to  the  companies  transporting  the  same,  as  the  re- 
maining half  would  generally  be  insufficient  for 
baggage;  and  a  necessity  would  often  exist  for 
the  transportation  of  an  eight- wheeled  car  exclu- 
sively for  mail  accommodation,  short  or  four-wheel 
ed  cars  being  excluded,  by  common  consent  from 
all  passenger  trains  on  all  well-managed  railroads 
in  consequence  of  their  tendency,  at  high  speed, 
to  leave  the  track. 

Although  in  the  opinion  of  the  committee,  ndl- 
way  Companies  would  be  justifiable  in  charging 
for  the  \,x»Ji8.rir'rta*\c^  q[  ^^  uuuls  as  muob  per  ton 
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or  per  car  its  is  received  for  express  freight  carri- 
?^"ed  in  the  same  trains,  which  is  at  least  fifty  per 
iitcent  more  than  is  paid  for  the  highest  class  of 
_^  ordinary  freight  at  slow  speed,  yet  as  pecuniary 
;^;considerations  are  not  the  only  ones  by  which  rail- 
**  road  or  Transportation  Companies  should  be  in- 
fluenced in  the  decision  of  this  question,  a  sche- 
..  dule  of  rates  is  herewith  recommended,  but  slight- 
If  ly  exceeding  those  charged  for  ordinary  freight, 
and  sufficient  only  to  protect  from  loss. 

With  a  view  to  afford  such  protection,  the  fol- 
lowing tariff  is  submitted  for  the  consideration  of 
the  Convention. 
For  a  single  daily  mail  each  way,  requiring  a  car 
;<  capacity  of  six  tons,  running  365  days,  and  fitted 
^  and  furnished  to  conform  to  the  plans  and  arran- 
gemsuts  of  the  Post-Office  Department,  $250  per 
mile. 

For  the  half  of  an  eight-wheeled   car.  fitted  as 
■  above,  and  running  3C5  days,  $200  per  mile. 

For  two  daily  mails  each  way,  requiring  a  ca- 
pacity of  six  tons  each,  S375  i>er  mile. 

For  two  daily  mails  each  way,  requiring  a  ca- 
pacity of  half  a  car,  $300  per  mile. 

Way  oflSces  to  Ins  supplied  without  charge  to 
the  Department,  when  the  service  can  be  perform- 
ed by  the  Company's  Agents  but  when  extra  ex- 
penses are  incurred  in  supplying  way  or  terminal 
offices,  all  such  expenses  shall  be  paid  by  the  De- 
partment. 

Agents  of  the  Post-Office  Department  in  charge 
of  the  Mails  carried  in  the  mail  car,  and  Special 
Agents  traveling  on  ordinary  business  of  the  De- 
partment, at  their  own  risk  of  personal  injury 
from  accident  or  otherwise,  shall  be  taken  without 
charge. 

With  these  expressions  of  opinion,  but  without 
further  recommendations,  the  Committee  submit 
the  subject  to  the  consideration  of  the  Conven- 
tion. 

IIAUPT,  "^ 


H. 
J. 
C. 
D. 


^  Committee. 


H.  DONE, 
VIBBARD,  I 

C.   McCALLUM.J 
Which  report  was  accepted. 
On  motion  the  subject  of  mail  pay  was  referred 
to  the  Presidents  of  the  several   Railroads  repre- 
sented in  this  Convention. 

The  following  resolutions  contain   the  essential 

features  of  the  remaining  business   transacted  by 

the  Convention. 

1.  Resolved,  That  the  employment  of  runners, 
drummers,  and  soliciting  agents  is  unnecessary, 
and  that  the  practice  be  discontinued  on  or  before 
the  1st  of  December  next. 

2.  Resolved,  That  the  expense  of  an  Agent  for 
the  distribution  of  bills  and  advertisements  at 
each  point  or  district  in  the  West  at  which  the  es- 
tablishnient  of  such  agency  may  be  considered 
requisite,  shall  be  paid  jointly  by  the  Companies 
interested,  the  Agent  to  be  api)ointed  and  his 
compensation  fixed  by  the  Superinteadents  of  the 
various  Roads.       "      '  '    ;    ' 

3.  Resolved,  That  whenever,  In  the  opinion  of  fhe 
Superintendents  of  the  four  Lines  here  represen- 
ted, it  shall  be  exjiedient  to  establish  common  of- 
fices for  the  sale  of  tickets,  such  arrangement 
may  be  made  and  the  expenses  equally  divi- 
ded. 

4.  Resolved,  That  the  fare  on  first-class  passen- 
gers, and  the  charges  for  freight  between  the  City 
of  New  York  and  any  point  west  or  southwest  of 
Buffalo,  Dutikirk,  or  Pittsburg,  and  Wheeling, 
shall  be  the  same  by  each  and  all  of  the  routes 
here  represented  ;  the  rates  to  be  determined  and 
changed  when  required  by  the  four  Compan* 
ies. 

6.  Resolved,  That  the  local  rates  on  either  of 
these  lines  shall  not  be  less  at  any  time  than  the 
through  rate  established  under  the  previous  reso- 
lution. 

6.  Resolved,  That  all  passengers  over  twelve 
years  of  age  shall  be  charged  full  fare  ;  between 
five  and  twelve  years,  half  price. 

7.  Resolved,  That  the  rates  of  traniportation 
which  may  be  fixed  by  the  Companies  here  re- 


presented, shall  be  exclusive  of  commissions,  m- 
surance  or  allowance,  which  if  made  shall  form  a 
separate  and  additional  charge  by  each  line,  and 
no  drawback  shall  be  allowed. 

8.  Re'olved,  That  the  classification  of  through 
freight  shall  be  the  same  on  all  lines,  to  be  fixed 
by  the  Superintendents  of  the  several  Roads  in- 
terested, at  a  meeting  to  be  held  for  that  purpose, 
and  to  go  into  effect  at  the  earliest  period  practi- 
cable. 

9.  Resolved,  That  each  Company  shall,  simul- 
taneously with  their  issue,  forward  to  each  of  the 
others  copies  of  all  handbills  and  other  publica- 
tions of  similar  character  containing  official  an 
nouncements  in  reference  to  transportation  busi- 
ness, and  such  publications  shall  always  be  issued 
with  a  responsible  signature. 

10.  Resolved,  That  a  person  shall  be  employed, 
at  the  joint  exi»ense  of  the  Companies  interested, 
for  the  distribution  of  bills  and  other  notices  at 
Cleveland,  Cincinnati,  St.  Louis,  Louisville,  Chic- 
ago, and  any  other  points,  or  for  any  other  dis- 
tricts at  which  such  arrangements  may  be  consid- 
ered necessary.  The  Superintendent  of  the  sev- 
eral Lines  to  prescribe  the  geographical  districts 
in  which  these  agents  shall  operate. 

11.  Resolved,  That  no  free  pass  willhereafler  be 
issued  or  renewed  to  any  shipper  or  forwarder  of 
freight,  as  such. 

12.  Resolved, Thai  from  and  after  the  1st  ofNovem- 
ber  next  no  return  pass  will  be  issued  to  any  own- 
er or  driver  of  stock,  nor  will  any  owner  or  driver 
be  passed  free  on  any  other  train  than  that  which 
conveys  his  stock. 

13.  Resolved,  That  on  or  before  the  ls»  of  No- 
vember next  the  Companies  here  represented  will 
abandon  their  offices  on  Broadway,  and  confine 
the  sale  of  tickets  to  the  terminal  offices  of  the 
several  lines,  if  satisfactory  arrangements  can  be 
made. 

li.Resolved,  That  it  is  the  sense  of  this  Convention 
that  all  free  passes  should  be  abolished,  and  that 
the  Presidents -of  the  Comparyes  hero  represented 
be  requested  to  correspond  with  other  Railroad 
Companies,  with  a  view  to  effect  this  object,  at 
the  earliest  period  ;  and  that  hereafter  no  annual 
passes  shall  i>e  given  by  the  companies  here  repre- 
sented. 

15.  Resolved,  That  no  letter  ofiutroductionor  cer- 
tificte  shall  be  given  to  any  employe'  or  other 
person  recommending  him  to  the  courtesy  of  a 
free  pass  over  any  Railroad. 

16.  Resolved,  That  a  Committee  of  one  from  each 
Road  be  appointed  to  carry  out  the  details  of  ar- 
rangement in  accordance  with  the  principles  em- 
bodied in  these  resolutions. 

17.  Resolved,  That  there  shall  be  only  two  classes 
of  passengers  conveyed  on  either  line,  viz  ;  that  of 
first  class  and  emigtant. 

On  motion,  the  following  resolution  was  unani- 
mously adopted : 

Resolved,  That  all  matters  notsfKicifically  provi- 
ded for  by  the  action  of  the  Convention.,  are  hereby 
referred  to  the  Superintendents  of  the  four  lines, 
with  power  to  act  in  the  premises. 

The  action  of  the  several  companies  upon  the 
results  of  the  convention  also  involves  a  general 
advance  on  the  rates  for  passengers  and  freights, 
and  a  reduction  of  speed  and  of  service.  Through 
fares  after  September  1st,  will  be  S8  from  New 
York  to  Buffalo,  and  S9  in  the  winter  months. 
The  advance  in  freight  charges  will  be  about  10 
per  cent,  for  the  pres«nt,  with  a  further  advance 
hereafter..  ■'    .,.         :.     ;    .-';."  v 

It  is  seen  that  the  arrangement  with  reference 
to  through  fares  and  freights  to  beyond  Lake  Erie 
and  the  Ohio,  applies  only  to  passengers  and  goods 
leaving  New  York ;  the  action  of  the  convention 
being  apparently  dictated  by  th'e  interests  of  the 
two  great  New  York  corporations. 

Every  investment  in  railroads,  economically 
made,  ahonld  pay,  if  the  business  can  be  made  to 
do  80,  no  matter  what  the  charges.  So  long  as  the 


railway  is  an  improvement  upon  tb«  turnpike  in 
facility  and  convenience  of  transportation,  the 
bcilders  have  a  right  to  have  their  road  paid  for. 
But  this  right  to  charge  for  transportation  a  sum 
coiTcsponding  to  the  cost  of  the  road  is  conph-d 
with  an  implied  obligation  to  construct  the  work 
in  the  cheapest  manner  possible.  For  instance, 
should  the  Central  and  New  York  and  Erie  Com- 
panies carry  their  construction  accounts  up  to 
$100,000,000,  by  costly  but  useless  works,  or  by 
dividends  declared  in  stocks,  or  bonds,  out  of  sup- 
posed or  expected  profit,  and  to  pay  an  interest  on 
such  sums,  they  should  attempt  to  levy  a  corre- 
sponding toll,  the  public  would  very  properly  re- 
fuse to  pay  the  extravagant  charge,  and  it  would 
not  require  much  argument  to  prove  who  was  in 
the  wrong.  The  right  of  a  railroad  company  to 
be  paid  a  fair  return  uixju  it :  investment  depends 
upon  ihii/acl  whether  they  have  really  made  the 
expenditure  upon  which  they  ask  pay  ;  for  if  a 
large  portion  of  the  capital  be  fictitious,  or  be  lo»t 
through  incompetency  or  extravagance,  the  au- 
thors of  the  wrong  should  suffer,  not  the  public, 
who  are  innocent  parties  and  who  are  not  to  be 
taxed,  when  no  equivalent  has  been  received. 

Now  it  does  not  appear  that  either  the  New  York 
and  Erie,  or  the  New  York  Central,  Companies, 
have  not  been  securing  a  sufficient  income  from 
their  business  to  pay  a  reasonable  dividend  upon 
the  cost  of  their  roads.  If  so,  (and  wo  submit 
that  this  is  the  point  first  to  be  determined,)  then 
they  have  no  right  to  increase  their  charges.  This 
is  tjhe  true  issue  to  be  made,  and  this  is  the  one 
that  will  be  made,  eventually.  It  may  be  that 
rail  road  companies  cannot  in  the  long  run  collect 
a  n  venue  (rora  ^Idums  capital,  any  more  than  a 
me  chant  can  make  bad  debts  the  basis  of  a  regu- 
lar income.  A  man  must  get  up  early  to  make 
wh  it  is  absolutely  lost,  productive ;  or  to  increasa 
hisf.  stock  of  goods  by  adding  50  per  cent  to  his 
in\*oices. 

We  submit  that  the  action  of  the  above  companies 
comes  too  late  to  secure  the  full  result  proposed. 
If  ihe  wise  men  -who  figured  at  the  convention, 
had,  by  judicious  management  restricted  the  ca- 
pitjil  accounts  to  a  sum  $10,000,000  less  than  their 
prtisent  amounts,  there  would  have  been  no  neces- 
sity of  a  combination  to  put  up  prices,  or  of  im- 
po^ng  additional  burdens  upon  their  patrons 
which  may  only  annoy  them  without  securing  the 
desired  results.  It  may  be  that  there  is  an  unvary- 
ing law  between  cost  and  income.  Whether  this  be 
so  }r  not,  we  des're  to  see  it  the  couviction  of 
ev(  ry  railroad  company. 

]  tut  we  have  no  particular  objection  to  the  ac- 
tio 1  of  the  convention.  If  they  are  entitled  to 
mo  'e  pay,  we  wish  them  to  have  it.  If  not,  the 
pu  jlic  will  in  time  drive  them  from  the  positions 
th(y  have  taken. 

Terre  Haute  and  Alton  natlroad.     ' 

rhc  Terre  Haute  Praine  City  says  the  track 
of  he  Terre  Haute  and  Alton  Road  is  already  laid 
dorn  on  a  good  f)ortion  of  the  distance  between 
thit  city  and  Paris,  and  will  be  finished,  on  eith- 
er iide  of  the  "  deep  cut,"  near  St.  Mary's ;  on  the 
261  b  of  this  month ;  and  the  whole  grade  will  be  fin- 
ish 3d^  the  track  laid,  and  the  cars  running  by  the 
firs  t  of  September  as  far  as  Paris ;  and  by  the  first 
of  January,  1855,  the  road  will  be  completed  to 
th<  eastern  branch  of  the  Illinois  Central  Railroad, 
tOE  miles  west  of  Charleston.  The  passenger  cars, 
en<  ines,  and  all  other  things  necessary  for  "  stock- 
n^'  the  road,  have  arrived  in  that  city,  and  are 
1 Q 1  eadlnesa  to  be  pat  upou  the  track. 
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Important  Cettaectloa  in  tA«  Soatheru  Line 
of  Tra-rcl* 

The  Southern  traveller  is  aware  that  on  reach- 
ing Washington  by  the  railroad  line,  he  is  transfer- 
red to  a  steamboat  and  is  six  hoars  in  accomplish- 
ing the  next  54  miles  of  his  journey  to  "  Aquia 
Creek,"  the  northern  terminus  of  the  Richmond 
and  Potomac  Railroad.  Four  hours  of  this  time 
are  likely  to  be  dispensed  with  at  no  distant  day, 
as  will  be  seen  by  examining  the  connections  now 
forming. 

•  At  the  last  session  of  Congress,  a  bill  passed 
authorizing  the  extension  of  the  Alexandria  and 
Washington  road  to  connect  with  the  Baltimore 
depot,  in  Washington.  The  projector  of  (his  road, 
James  S.  French,  Esq.,  will,  it  is  understood ,  lose 
no  time  in  completing  the  work  uponthe  authority 
DOW  secured. 

On  reaching  Alexandria,  the  Manasses  Gap 
Railroad,  will  extend  a  connection  to  the  Rich- 
mond, Fredericksburg  and  Potomac  road,  at  a 
point  between  Aquia  Creek  and  Fredericksburg. 
Alexander  Worral.  Esq.,  an  Engineer  of  the  latter 
company  is  now  engaged  upon  the  survey  of  this 
connection. 

National  Reveunc*  and  Commercial  Aggre> 
gates. 

The    Treasury    department    has   returned    its 

quarterly  statement  of  the  receipts  up  to  June 

30th,  1864,  from  whence  we  derive  the  following 

comparative  statements  for  the  past  and  present 


resources  of  the  country,  as  values  are  employed 


instead  of  9ua/(^(^iej.     The  advance  in  the  price  of  of  metallic  architecture,  which  under  the  name 


years.    The  Federal  revenue  for  the  years  ending 

respectively  June  30th,  1853  and   1854  has  been!_^!*"''"'^"^/^,'=^^'°P'"^n^  '"  *^"'"  «^"^'^ 

as  follows : 

1864 


>U.*..w.    ..  1863. 

Customs $58,931,866 

Lands 1667,085 

Miscellaneous 738,623 


breadstuSa  alone  would  account  for  the  advance 
of  over  50  per  cent,  in  the  exported  values  of  our 
own  port.  The  exported  quantities  of  the  South 
may,  perhaps,  be  as  great  now  as  ever,  but  as  cot- 
ton has  not  shared  in  the  appreciation  of  prices 
the  exported  values  of  New  Orleans  are  less  than 
for  the  previous  year.    ,  T..  V,!.  .7  =•,,.,/.   .f.  -. 

If  the  commercial  values,  thus  stated,  are  fair- 
ly determined  upon  correct  bases,  they  show,  on 
the  whole,  an  improved  state  in  our  national  ex- 
*^^»°ges.  ^^  .:...,.„:<-....;<- 

The  relation  of  the  Federal  reverue  to  the  na- 
tional indebtedness  and  expenditure  may  be  sta- 
ted as  follows : 

Total  national  debt  Jan.  1 ,  1854 S54,398,757 

"     July  1,1854 47,180,506 

Yearly  revenue  (1854) 73,649,700 

"  Expenditure,  very  indefinitelv  estimated 
at  from  S60,000,000  to  S90,000,000. 

Favorable. 

Our  banking  houses,  dealing  in  Europe,  are  now 
receiving  larger  orders  for  American  railroad  se- 
curities than  for  several  months  past.  We  learn 
that  large  orders  for  bonds,  and  also  for  a  con- 
siderable amount  of  stocks,  were  received  by  the 
steamer  Union.  The  tone  of  the  English  press, 
and  the  substantial  evidence  of  foreign  purchases 
both  indicate  tne  practical  view  wliich  has  been 
taken  in  Loudon  as  to  the  ultimate  effects  of  the 

market. 
While  the  Schuyler  fraud  has  operated  to  depress 
our  stock  quotations  generally,  English  capitalists 


materials.    The  beautiful  and  original  examples 


S64, 224, 189  lift  vo  seen  that  such  a  result  was  to  be  of  but  tem- 


8,470,797 
854,710 
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S61, 387,574        $73,549,700 


porary  character,  and  they  have  also  reasonably 
anticipated  greater  safety  against  acy  similar  fu- 
ture calamity.     Thi.s  feeling  has  been  so  strong, 


Exc«s.i  of  1864  over  1853 12,212,126  j  indeed,  as   to  change   the   disposition   of  invest- 

The   Economist  has  employed  these  figures  iniments;  most  of  the  foreign  purchases  being  here- 


appro.cimating  the  imports  of  the  country  for  the 
two  years,  as  follows 


tofore  for  bonds,  while  late  orders  include  many 
depressed  stocks.    Among  late  purchases  of  bonds 


Under  the  present  Uriff  the  duties  average  26 1 «"  ^o'"«ign  account  are  reported  $50,000  of  the 
per  cent,  of  the  imports  dutiable  ;  hence  the  im-JNew  York  Central,  7  per  cent,  new  loan,  at  par; 
ports  of  1864,  compared  with  those  of  1853,  are 
as  follows : 

1853.  1864. 

Dutiable  goods ... .    236,595,113  266,896,756 

^ree  goods 27,182,152  27,000,000 

Specie 4,201,382  6,000,000 


Total $267 ,978,647        $288,896,756 

Increase  imports $20,918,109 

The  exports  of  the  ports  of  Now  York  and  New 
Orleans  compare  as  follows  - 

Total  of  all 
N.  Orleans.  ports. 

$68,292,668    $230,420,704 
60,989,992       258,665,062 


New  York. 
1863....»70,628,714 
1864 107,575,070 


Inc..  $36,946,656 


$28,144,368 

The  figures  for  New  York  and  New  Orleans  are 

ofScial.     The  result  is  an  increase  of  $28,144,358 

export  value  over  last  year,  and  the  "  balance"  of 

the  two  years  will  compare  as  follows : 

Imports.  Exports.    Excess  Imp'ts. 

1863... $267 ,978,647     $230,420,704    $37,557,948 
1864...   288,896,756       268,565,062       30,331,694 


Increase.$20,918,109      $28,144,368 

Decrease $7,226,249 

The  large  freights  on  breadstuffs  shipped  this 
year  have  enhanced  really  the  export  value  with- 
out its  appearing  in  the  figures. 

It  must  be  remembered  that  these  figures  do  not 
indicate  anj  real  improyement  in  the  productive 


and  also  a  large  quantity  of  Illinois  Central  Bonds. 
In  Philadelphia,  the  Finance  Committee  of  the 
Pennsylvania  Railroad  Company  have  resolved  as 
far  as  possible  to  suspend,  for  the  present,  all  fur- 
ther contracts  for  new  construction  work.  The 
Reading  Railroad  has  already  done  so,  while  it  is 
believed  on  good  grounds  that  the  North  Pennsyl- 
vania Railroad  Company  will  adopt  the  same 
course.  Thus  these  three  great  corporations  will 
withdraw  as  borrowers,  whence  it  is  inferred  that 
greater  facilities  will  attend  the  negotiation  of 
mercantile  paper. 


New  Work  on  Cast  and  Wrought  Itou* 

The  application  of  CaUfmi  brought  Iron  to  Buil- 
ding Purposes.  By  William  Fairbairn,  C.  E.,  F. 
R.  S.,  &c.  New  York,  John  Wiley,  167  Broad- 
way. 

Modern  researches  into  the  strength  and  eco- 
nomical disposition  of  metals  have  initiated  some 
of  the  boldest  and  most  useful  applications  of  me- 
tallic construction  One  of  the  earliest  results 
was  a  smooth,  light  and  strong  iron  girder,  now 
known  everywhere  as  "  Railroad  Iron.'  Fusible 
and  Malleable  Iron  soon  became  ordinary  mater- 
ials for  bridge  and  warehouse  architecture.  Iron 
ships,  and,  at  a  later  period,  the  "  Britainia  Bridge," 
attested  vast  and  novel  capabilities  of  the  same 


of  "  Crystal  Palaces"  have  challenged  and  re- 
ceived the  admiration  of  the  world  are  due  to 
the  careful  researches  of  scientific  men. 

Among  the  names  indentified  with  our  present 
attainments  in  the  applications  of  iron,  that  of 
Fairbairn  occupies  a  first  rank.  Combining  origi- 
nality as  an  Engineer  and  as  an  author,  he  has 
been  indentified  with  the  most  successful  applica- 
tions- and  the  ablest  expositions  of  useful  research 
in  this  department.  He  was  side  by  side  with 
Stephenson  in  the  origination  and  perfection  of 
the  Britainia  Bridge.  We  may  say  so  much  as 
popular  facts,  not  to  enforce  a  claim  for  the  au- 
thor of  the  book  under  notice,  but  to  dispense  a 
favor  to  those  who  would  seek  it  as  authority. 

In  his  preface  the  author  says  he  has  "  endeavor- 
ed to  collect  the  sum  of  our  practical  knowledge 
on  the  use  of  iron,  in  its  combination  with  other 
materials,  in  the  construction  of  fire  proof  build- 
ings." In  analysing  the  strength  of  cast  and 
wrought  iron  beams  under  various  conditions  of 
form,  dimensions,  temperature,  age,  and  with  va- 
rious combinations  and  qualities  of  material,  he 
has  covered  the  greater  share  of  the  most  useful 
architectural  applications  of  iron.  The  result  of 
his  labors  is  directed  to  establish  the  comparative 
superiority  of  wroughtover  cast  iron,  as  a  materialfor 
beams  and  girders.  Upon  that  point  it  is  only 
necessary  to  say  that  Mr.  Fairbairn  has  establish- 
ed some  very  successful  examples  of  wrought 
iron  bridge  and  warehouse  construction  in 
his  own  country,  and  that  the  application  for 
which  he  contends  is  finding  favor  in  Ameri- 
ca. We  have  to  day  seen  a  wrought  girder, 
of  one  of  his  favorite  forms,  and  of  60  feet  span, 
raised  on  the  walls  of  the  new  Nassau  Bank  of 
this  city. 

The  book  is  illustrated  by  a  view  and  detailed 
sketches  of  the  Saltaire  Mills,  a  work  in  which  all 
the  essential  results  of  the  author's  researches  are 
developed. 

New  Process   ol  Rolling  Railroad  Iron. 

It  occurred  to  us  several  years  ago,  that  iron 
could  be  better,  quicker  and  cheaper  rolled  by  a 
succession  of  single-grooved  rollers  than  by  a 
single  pair  having  several  grooves.  As  we  then 
knew  but  little  of  the  manufacture,  we  satisfied 
ourselves  with  the  thought,  that,  were  there  any 
merit  in  such  an  idea,  practical  men  would  have 
applied  it.  We  therefore  feel  more  interest  in  its 
application  now  that  it  has  been  tested,  and  foimd 
successful.  We  find  in  the  Miner's  Journal,  that 
Mr.  William  Harris,  oi  Pottsville,  Pa.,  has  con- 
structed a  mill  for  rolling  railroad  iron,  and  that 
instead  of  having  a  single  pair  of  horizontal  rollers 
with  nine  separate  grooves,  it  has  nine  vertical 
rollers,  each  with  a  single  groove.  The  rolls  are  ar- 
ranged in  a  continuous  line,  with  close  boxes  or 
ducts  between  them,  so  that  the  "  pile"  is  fed  in  at 
one  end  and  comes  out  a  finished  bar  of  railroad 
iron  at  the  other. 

The  obvious  advantages  of  this  arrangement, 
already  confirmed  by  experience,  are,  a  great  sa- 
ving of  time,  as  the  progressive  motion  of  the  bar 
is  not  arrested  from  the  time  the  "  pile  "  enters 
the  first  rolls  until  it  leaves  the  last  pair  as  a  finished 
rail ;  a  great  saving  of  attendance,  as  the  bar  is 
both  drawn  forward  and  finished  by  the  motion  of 
the  machinery ;  and  lastly,  an  improvement  in  the 
working  of  "  red  short "  iron  for  rail».    This  qual- 
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ity  of  iron,  although  very  good,  is  of  very  different 
ductile  capabilities  at  different  temperatures,  but, 
by  the  new  process,  the  time  of  passing  through 
the  rolls  is  so  much  lessened  as  to  give  the  advan- 
tage of  any  state  of  temperature  best  suited  for 
rolling. 

Actual  trials  have  already  shown  that  while  a 
bar  of  21  feet  length  is  rolled  by  the  old  process  in 
2i  minutes,  it  can  be  rolled  by  the  new  plan  in  30 
seconds.  And  also  that  where  ten  men  and  boys 
are  usually  required  in  the  rolling  process,  the  new 
method  requires  but  one  man.  We  shall  observe 
the  future  success  of  this  improvement. 

Boston,  Concord  and  Montreal  Railroad. 

The  eighth  annual  report  of  this  company 
shows  the  receipts  for  the  year  ending  April  1st, 

Avv4,  AS  >  •  •  •  ••••  ••«f«''«««o  ••••  ■•  •  •  •  •  4P^o0.^o4    ol 

Expenses 112,400  31 


S120,834  60 
mostly  expended  in  the  payment  of  $40,529  inter- 
est on  bonds,  $41,803  38  interest  and  interest  com- 
missions on  floating  debt,  and  $31,136  67  in  two 
3  per  cent,  dividends  on  $636,500  of  preferred 
stock. 

The  company  have  completed  their  road  during 
the  past  year  to  Wells  River  and  closed  their  con- 
struction account. 

The  condition  of  the  company  at  the  date  of  the 
report  is  as  follows. 

Cost  of  road,  bridges  and  buildings.  $2,030,683  63 

„     „  equipment 282,603  26 

Interest  paid   to   stockholders    to 

Feb'y  1st,   1853,  principally  in  -  ^' ■ 

stock 298,580  69 

Ditcount  on  bonds 60,571  24 

Accounts  receivable 01,363  13 

Property  and  materials  on  hand 60,050  18 


$2,793,852  02 


Original  capital  stock $1 ,053,914  02 

Preferred  stock 636,600  00 

Partial  payments  on  do 3,195  75 

Bonds  issued 089,600  00 

Received  on  account  of  bonds  to  be 

issued 11,702  56 

Bills  payable  and  balances 398,939  70 


$2,793,852  02 
A  contract  was  completed  on  the  1st  of  last  Ju- 
ly to  run  the  trains  of  this  company  over  the 
White  Mountains  Railroad  for  one  year  for  $7,000. 
No  passenger  has  been  injured  on  the  road  dur- 
ing the  year. 

Railway  Traffic.Returns. 

Great  Western  of  Canada  229  miles. 
Earnings  for  week  ending  August  18th. 

From  Passengers $10,866 

"     Freight 4,984 

"     Sundries 1^062 


$16,902 

Number  of  Passengers 6,726 

Total  since  1st  Jan.  1864 $621,721 

"    Passengers     "        215,379 

Grarul  Trunk  Line  of  Canada  292  miles. 
Earnings  for  week  ending  August  5  th. 

From  6,668  1st  class  passengers 6,860 

886  2d     "             "          243 

3,706  tons  mdze ..^.  ....  .  7,229 

641  M.  feet  lumber ; . .  ; ;. .' .  1,661 

691  cords  firewood 992 

Mails  dtc .w  ,,— 779 


If 

I: 


Total ...,.,..  ..$17,756 

ToUl  from  July  Ist  18W....-.;s;;...«86,821 


Termont  Central  Railroad. 

This  corporation  is  indeed  in  a  woful  plight. 
It  was  fondly  hoped  during  the  last  year  that  the 
increase  of  earnings  would  relieve  the  Company, 
from  its  worst  fate.  But  unhappily  although  the 
earnings  have  increased  the  expenses  have  increaed 
in  a  higher  ratio.  In  Mr.  Lee's  report  for  185.3  he 
showed  the  net  earnings  of  the  previous  year  to 
have  been  $262,573,  out  of  which  there  was  a  de- 
mand for  rent  of  the  Vermont  and  Canada  road 
and  for  interest  of  $313,634  50,a  clear  deficiency 
of  $61,061  26.  For  the  last  year  however  we 
have  a  still  worse  picture.  The  balance  of  earn- 
ings over  operating  expenses  is  but  $214,793  12, 
b«ing  about  $100,000  deficient  of  the  permanent 
charge  for  rent  and  interest.  Now  why  is  this 
picture  of  diflSculty  presented  ? 

First,  because  the  Vermont  Central  is  one  of 
two  roads,  designed  to  secure  a  business  which  is 
only  suflScient  for  one. 

Second,  because  $3,000,000  have  been  sacrificed 
by  discounts,  frauds,  failures  and  blunders. 

Third,  because,  having  no  great  local  support, 
and  being  compelled  to  carry  a  large  through  bus- 
iness it  can  do  so  only  at  low  charges  and  by  pay- 
ing high  tolls  to  roads  below,  or  those  nearer  Bos- 
ton. Compare  the  charges  for  each  class  of  freight 
on  this  road  with  others  as  follows  ; 

Charges  in  cents  per  ton  per  mile. 

Name  of  Road.  ^ /^^  ^,^  ^ .^J      4th 

Class.  Class.  Class.  Class. 

Vermont  Central, local,.. 5.57  4.43  3.67     2.16 

Do.  through  to  Boston ..  .3.83  2  99  2.23     1.88 

New  York  and  Erie,  Sum- 
mer  4.26  3.14  2.34     1.7 

New  York  and  Erie,  Win- 
ter  4.69  3.45  2.57     1.87 

Baltimore  and  Ohio,  Sum- 
mer  3.95  3.10  2.64     2.11 

Baltimore  and  Ohio,  Win- 
ter  4.74  3.96  3.42    2.64 

Western  Railroad 3.5  2  6  2.0      1.6 

Hudson  River  Railroad.. 4.17  3.47  2.77     2.08 

Rutland  and  Burlington. 6.00  4.67  3.17 

Burlington    and    Boston 

Via.  Rutland  Railroad.4.28  3.21  2.14 

Fourth,  because  the  principal  business  of  the 
road  is  in  freight,  from  which  no  road  can  gener- 
ally realize  as  great  profit  as  from  passengers. — 
The  Freight  and  passenger  earnings  of  the  road 
for  last  year  (ending  June  30,  1854)  were  as  fol- 
lows: 

Freight $535,525  40 

Passenger 267,686  12 

Fifth,  the  road  owns  and  maintains  a  dispropor- 
tionate motive  power,  at  an  expense  which  is  out 
of  proportion  to  the  amount  earned  from  its  em- 
ployment. At  the  date  of  Mr.  Lee's  report  in 
1863,  the  Company  owned  forti/  two  locomotives, 
and  for  the  year  just  past  the  repairs  on  this 
stock  amounted  to  within  a  trifle  of  $100,000,  or 
nearly  one  half  of  the  whole  outlay  for  the  same 
purpose  on  the  New  York  and  Erie  road  for  1853. 
The  adaptation  cf  the  greater  part  of  these  engines 
is  wholly  unfit  for  the  read,  considering  its  grades 
character,  and  the  preponderence  of  freight  busi- 
ness. 

Some  of  the  causes  adduced  for  the  condition  of 
the  road  are  permanent ;  others,  may  be  modified. 
On  the  whole,  the  history  of  this  road  is  a  warn- 
ing to  others,  showing  in  an  appalling  form  the  re- 
sults of  over-doing  railroad  enterprise,  and  more 
especially  of  incompetent  management,  entrusted 
with  tbe  op«r»UoQ  of  railroadi. 


Paetfla  Railroad  in  Texas. 

The  Qovemor  of  Texas  has  concluded  a  ooa>  .. 
tract  with  the  Hoq.  Bobt.  J.  Walker  and  bis  aaM»  ' 
ciates,  for  the  coQstruction  of  that  portion  of  a-' 
railroad  to  the  Patcific  lying  in  Texas,  by  whicb 
the  latter  have  secjared  the  immense  grant  of  land 
made  by  the  State,  to  aid  in  the  construction  of 
the  road.    Walker  and  his  associates  deposit  wiih 
the  SUte  the  bontas  of  $300,000  exacted  by  the 
latter,  and  agree  t0  commence  work  within  thirty 
days  from  date  of 'the  contract,  to  build  fifty  miles 
of  the  road  withiq  18  months,  and  100  miles  year*  ;'- 
ly  for  each  succeeding  year,  till  the  whole  line 
shall  be  completed.    The  distance  from  the  State 
line  of  Louisiana  to  the  Del  Norte  is  about  800 
miles,  requiring  nearly  ten  years  for  the  comple- 
tion of  the  road  according  to  the  agreement  enter- 
ed  into.     We  presume  the  company  expect  to 
build  the  road  in  a  much  shorter  time. 

The  above  graat  secures  to  the  company  some 
12  or  16,000  acres  per  mile  of  road,  and,  if  good 
land,  would  contribute  largely  toward  the  means 
for  the  above  work.    But  with  our  present  infor-  ^ 
mation,  we  believie  that  very  little  really  saleable 
land  can  be  secured.     Texas  has  an  area  of  about 
220,000,000  acres;    Ncariy  if  not  quite  120,000,- 
000  acres  have  been  sold.     Now  we   understand 
that  nearly  one-half  of  the  State  is  a  dtsert,  in- 
capable of  being  cultivated    and    consequeotlf  . 
comparatively  wdrthless.     A  considerable  part  of 
it  is  covered  by  t(ie  Staked  Plain,  so  called,  which 
is  one  of  the  raosjt  desolate  portions  of  this  conti- 
nent.    A  conside|-abIe  portion  of  the  line  of  the 
above  road  is  satd  to  be  without  wood  or  water. 
If  one-half  and  more  of  the  lands  of  this  State  "■ 
have   been   sold,  and  one- half  be   barren,  there .^°, 
must  be  dry  picking  for  those  who  would  build  I. - 
their  works  entirely  with  the  proceeds  of  the  pub-"* ' . 
lie  lands. 

Cin<:l»mati  RallroaOe.      i 

Theie  are  now  onl}'  five  railroads  in  the  western 
country  the  sbar^  of  which  are  above  ninety  ceota 
on  the  dollar,  and  it  is  gratifying  to  notice  that 
among  these  few,  the  Litle  tMiarai,  and  Cinciuna^  ^ 
ti,  Hamilton  and  Dayton,  are  foremost.     It  is  wor-'  '^ 
thy  of  notice,  that  although  the   shares   of  "  our''* 
roads"  are  worth  90  to  95,  there  are  few  sellers,' 
while  other  stocks  are  pnssed  upon  the  market 
at  prices  ranging  from  76  down  to  40.     This  confi- 
dence on  the  part  of  the  public  is  not  misplaced.'" 
The  business  of  these   roads  is  eteadily  increas- 
ing, and  their  prospects  for  the  future  are  more  fa- 
vorable now  than  at  any   former  time. 

The  travel  between  the  East  and  the  West  is 
about  equally  divided,  and  the  passenger  traflSc  is 
so  great,  that  notwithstanding  the  large  reduction 
in  prices,  both  roads  are  doing  a  paying  business 
in  this  line.  So  far  as  regards  this  branch  of  traf- 
fic, the  roads  come  into  competition  with  each 
other ;  but  aside  from  this,  each  company  has  a 
hirge  and  valuable  local  business,  which  is  stead-  .- 
lly  increasing  as  connecting  roads  are  extended. 

The  Little  Miami  road,  is  gaining  rapidly,  frona^ 
the  extension  of  the  Zanesville  and  Wilmiiigton.  * 
and  Central  Ohio  roads,  and  soon  the  Marietta  road  ^ 
will  serve  as  another  important  feeder.     The  Cea--'^ 
tral  road,  will  in  the  course  of  three  or  four  weeks  r; 
be    completed    to   the  Ohio    river,  affording    a  |^. 
connection  with  the  Baltimore  ard  Ohio  railroad 
at  Wheeling.     This  in  addition  to  an  important"'^ 
passenger  business,  will  throw  a  large  freight  traf- 
fic on  the  Little  Miami,  especially   in  seasons  of 
low  water  like  the  present.     A  coLsiderable  quan-  j^ 
tity  of  freight  for  this  city  is  now  at  Wheeling,  de-  ^],- 
taiticd  in  consequence  of  the  suspension  of  river  ^'' 
navigation.    This  would  all  come  by  rail,  if  the  ^ 
connection  was  completed  ;    and  as  it  is,  some  of 
it  is  bcioc  wafooed  from  Wheeling,  about  twenty-^ 
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five  miles  to  the  pruseut  terminus  of  the  Central 
road. 

The  business  of  the  Cincinnati,  Hamilton  and 
Dayton  R.  R.  is  increasing  from  its  western  con- 
nections. The  work  on  the  second  track  between 
this  city  and  Hamilton,  is  progressing  satisfactor- 
ily, and  when  this  is  completed  it  will  afford  great 
facilities  for  the  accommodation  of  the  connecting 
roads.  In  addition  to  the  local  trade,  it  is  doing 
a  large  through  freight  business.  This  is  also  the 
case  with  the  Little  Miami.  Sliipmeuts  are  daily 
making  on  both  roads  for  Pittsburgh,  the  Lake 
ports,  and  also  for  New  York;  and  merchants  bring- 
ing goods  from  the  East,  greatly  preft^r  bringing 
goods  on  this  route  to  the  canals,  especially  for 
light  goods. 

Another  fact  in  connection  with  these  roads 
worthy  of  remark,  is  their  efficient  management . — 
To  this  in  a  great  measure,  their  prosperity  is  at- 
tributable. In  every  department  of  the  business, 
from  the  duties  of  the  Directory  down  to  then>in- 
utest  details,  every  necessary  attention  is  given, 
with  a  view  to  securing  business,  pleasing  the  pa- 
trons of  the  road,  and  providing  satisfactory  divi- 
dends. In  a  word  without  disparagement  of  oth- 
ers we  may  say  that  the  Cincinnati,  Hamilton  & 
Dayton  and  Little  Miami  Railroads  are  the  model 
roads  of  the  country,  both  as  regards  efficient 
management,  and  prafili.  To  the  former,  the  lat- 
ter, as  already  stated,  is  mainly  attributable;  and 
both  together  have  placed  the  stocks  in  an  envi- 
able{and  foremost  position  in  the.market. 

The  Ohio  and  Mississippi  Railroad  is  now  doing 
alarge  bnsiness,  which  is  rapidly  increasing.  This 
is  a  road  that  when  finished,  Cincinnati  will  have 
every  reason  to  be  proud  of;  and  to  it  we  may 
look  with  confidence  for  a  large  increase  in  the 
general  business  of  the  city.  It  will  be — must  be 
the  great  thoroughfare  between  the  West  and  the 
East. 

This  road  now  affords  certain  connections  with 
Louisville  and  Indianapolis.  By  our  advertise- 
ment columns,  it  will  be  seen  that  a  new  time 
table  went  into  operation  on  the  7th,  by  which 
three  daily  passenger  trains  leave  for  Louisville, 
each  of  which  connects  with  trains  for  Indianapo- 
lis. This  road  is  now  also  ca  rying  freight,  and 
as  soon  as  the  track  is  extended  along  Front  street 
to  the  proposed  temporary  depot,  it  will  do  a 
large  business  in  this  line. 

Dayton  and  Cincinnati  (Short  Line)  Railroad. — 
The  completion  of  the  tunnel  of  thi.s  road  was  re- 
let yesterday  to  Wm.  C.  Darin,  and  Gen.  A.  T. 
Dunham,  responsible  and  reliable  men  ;  the  terms 
have  not  yet  been  made  public,  but  we  are  assur- 
ed, no  further  delay  will  hereafter  occur  in  prose- 
cuting the  work  to  its  completion. 


Pannsylvanla  Anthracite  Coal  in  lionilon. 

We  are  happy  to  learn  that  a  movement  is 
about  being  made  t*  introduce  Anthracite  conl 
into  use  in  Loudon  and  arrangemr-nts  aro  in  pro- 
gr«{ss  for  the  importation  of  it  into  England  from 
Pennsylvania.  It  is  said  that  thr  English  bitumi- 
nous Coal  is  retailed  there  this  summer  atseven  dol- 
lars twenty-seven  cents ;  that  last  winter  it  was  re- 
tailed at  ten  dollars  eighteen  cents  per  ton,  and 
will  probably  be  higher  the  coming  winter.  The 
writer,  suggests  that  with  our  Anthracite  Coal,  our 
grates  for  burning  it  should  be  sent,  as  they  difler 
somewhat  from  those  now  in  use  in  London. 
Stoves,  he  believes  will  not  be  tolerated  in  Eng- 
land, but  the  grates  will  be  acceptable.  He  con- 
cludes by  sayinir  that  "Londoners,  ho  isconvinced, 
will  give  the  thing  a  fair  trial,  and  it  only  wants 
this  to  make  them  give  up  reveling  in  their  own 
smoke."  He  has  been  in  this  country  and  under- 
stands the  subject  well,  particularly  the  difference 
in  the  quality  in  the  two  coals.  If  their  Bitumi- 
nous Coals  sell  at  the  above  prices,  the  greater  du- 
rability of  our  Anthracite  must  certainly  render  it 
far  more  economical  to  the  people  of  Loodon. 


PennsylTaiiia     Coal    Companya 

The  recent  report  of  this  Company  states  their 
nett  earnings  for  the  past  year,  to  have  been  S363- 
336  44,  or  equal  to  11}  percent,  en  the  capital 
stock.  Two  dividends  of  5  per  cent,  each,  have 
been  declared,  leaving  a  balance  of  $46,061  44 ; 
of  which,  S40,000  have  been  appropriated  toward 
sinking  the  original  cost  of  opening  mines,  and 
the  residue,  6,001  44,  added  to  the  surplus  of  pre- 
vious years,  leaving  a  reserved  fund  to  the  credit 
of  profit  and  loss  of  $138,984  63.  The  coal 
brought  to  market  during  the  year  amounted  to 
613,000  tims,  or  13,000  tuns  more  than  was  esti- 
mated in  the  last  annual  report,  exceeding  the 
production  of  the  previous  year  87,000  tuns.  The 
mines  in  operation  are  now  i^roducing  2,400  tuns 
per  day,  and  with  the  quantity  already  mined, 
would  supply,  if  such  amount  could  be  brought 
down  the  canal  during  the  present  season,  upward 
of  570,000  tuns  coal,  while  their  capacity  will  be 
further  increased,  on  the  completion  of  the  open- 
ings now  in  progress,  to  an  exteut  aqual  to  an 
anuual  supply  of  at  least  80,000  tuns. 

Statement  of  the  Busiruss  of  the  Pennsylvania  Coal 
Co.,  for  the  year  ending  May  1,  1864  Dr. 

To  coal  on  hand  per  last  report,   and 

cost  of  coal  mined,  «&c.,  in  1853..  ..8567,073  96 

To  road  expenses 306,161  60 

To  freight  and  tolls  on  canal 810,764  63 

To  Port  Ewen  expenses 67,746  73 

To  salaries.  Current  expenses,  &c 24,334  78 

To   Interest  on   S600,000    Mortgage 

Bonds 42,000  00 

To  coal  yard  and  harbor  expenses. 
Rents,  depreciation  of  tools,  imple- 
ments, &c., 109,491  42 

To  tax  paid  State  of  Pennsylvania..  .  14,986  60 

To  balance 363,330  44 


Total S2,275,886  86 

Cr. 
By  sales  of  coal,  to  May  1 ,  1854 ... .  $2,188,006  46 
By  amount  received  for   transporta- 
tion of  Merchandise    over   Co.'s 
Road,   profits  on  lumber,  barges, 

&c., 32,543  36 

By  balance  of  interest  Account 20,398  16 

By  coal  unhand 83,938  91 


Total.... $2,275,886  44 


By  balance $363,336  44 


Protlunlion  of  Iron< 

On  this  subject  the  Miners  Journal  Pottsville 
Pa.  remarks  that  in  the  U.  States  since  1850,  the 
production  has  very  niaterially^iucreased^overthat 
of  previous  years  ;  but  we  have  no  data  at  hand 
to  indicate  clearly  to  what  extent  the  increase  has 
attained.  In  that  year,  however,  there  were  377 
furnaces  in  operation  yielding  a  product  of  504,000 
tons  of  pig  iron,  while  the  British  product  reached 
2,380,000  tons  from  469  furnaces.  The  produce 
of  other  countries  is  stated  as  follows  : 
France  348,000  tons  Russia  189,000  tons 
Austria  160,000  „  Sweden  133,500  „ 
Prussia        112,000     „ 

Making  a  total  of  3,887,300  tons  from  all  the 
iron  producing  countries,  nearly  one-sixth  of  which 
is  American. 

In  1850,  the  U.  S.  imported  of  foreign  iron  hard- 
ware and  cutlery,  over  520,000  tons,  principally 
from  England,  and  exported  4136  tons,  of  which 
about  one-half  was  homo  manufacture,  piaking 
our  home  consumption  for  that  year  1,080,000  tons. 
The  official  returns  of  the  two  countries  show  the 
following  state  of  things  : 

United  States.  England. 
Home  produce  of  iron  tons,  564,000  2,380,000 
Foreign  iron  imported  520,000         28,000 

Iron  and  hardware  exported  4,136        809,100 

IroD  consumed  at  home         1,080,000    1,698,900 


Bjrtowu  ana  Preaoott  Railroad  of  Canada. 

Twenty  four  miles  of  this  road,  to  Kempville,  were 
opened  with  appropriate  ceremonies  on  the  ninth 
of  the  present  month.  The  fthal  completion  of 
this  road,  connecting  the  St.  Lawrence  with  the 
great  valley  of  the  Ottawa,  will  have  a  wonderful 
effect  in  developing  the  vast  agricultural  capabili- 
ties of  the  latter  region,  and  in  directing  its  pro- 
ducts, under  the  new  reciprocity  treaty,  into  the 
United  States  at  ©gdensburg,  whence  they  will  be 
contested  by  the  Ogdensburg  Northern  and  the 
Black  River  roads,  to  Boston  and  New  York  re- 
spectively. ■  •  .    J      V:  -"ty  -"cj;  ' 

Upon  the  development  of  an  Important  trade 
and  travel  over  the  line  of  this  road,  a  result 
which  is  certain  to  follow,  a  heavy  accession  will 
result  to  our  trade  with  the  provinces,  and  an 
immediate  improvement  in  the  material  prosperity 
of  northern  New  York. 

Had  the  Bytown  and  Prescott  road  been  finished 
five  years  ago,  givi;  5  time  for  some  development 
of  its  vast  tributary  country,  we  should  be  receiv- 
ing this  season  an  ii  mense  and  acceptable  impor- 
tation of  Canadian  « 'eat,  and  prices  of  breadstuffs 
might  rule  lower  thai     ow. 

Vermont  Ceutral  Railroad. 

The  gross  earnings  of  the  Vermont  Central  road 
for  the  year  amounted  f»  $820,119  60,  of  which 
sum  $636,625  40  is  credited  to  the  freignt  depart- 
ment The  passenger  receipts  were  $257,686  12. 
For  the  mails  $17,046  were  received.  The  expen- 
ses for  the  year  were  $606,320  48,  divided  as  fol- 
lows: Passenger  department,  $34,167  68;  freight, 
$87,057  96;  motive  power,  $268,009  61;  main- 
taiuance  of  way,  $104,775  09;  general  expenses 
$50,055  75.  Of  the  above  sum,  $83,161  37  is  re- 
garded as  "  extraordinary  expenditures"  upon  en 
giues,  cars,  and  the  t.'ack. 

Connecticut  and  Paeanmpslc  Railroad. 

We  learn  from  the  Boston  Traveller  that  the  an- 
nual meeting  of  the  Connecticut  and  Passumpsic 
Rivers  Railroad  Company  was  held  at  White  River 
Junction  on  Monday,  31st  ult.  The  report  shows 
that  the  earnings  of  the  road  for  the  year  ending 
May  31  were  $102,688,  or  about  $2000  less  than 
those  of  the  previous  year.  The  expenses  were 
$107,115,  a  large  portion  of  which  was  for  relaying 
the  track  for  the  first  forty  miles  of  the  road.  Of 
the  net  earnings,  $40,020  was  appropriated  for  the 
payment  of  interest  on  bonds,  leaving  $8,953  to  be 
carried  to  the  contingent  account.  The  report 
recommended  a  delay  in  the  proposed  extension 
of  the  road  from  St.  Johnsbury  to  the  Canada  line 
at  Derby,  till  the  public  confidence  in  railroad  se- 
curities shall  have  recovered  from  the  recent  shock 
occasioned  by  frauds  here  and  in  New  York.  The 
following  directors  were  chosen — Mr.  Keyes  being 
subsequently  elected  President,  in  place  of  Mr. 
Fairbanks,  dAclined  ;  Erastus  Fairbanks,  William 
Thomas,  William  W.  Weld,  B.  P.  Cheney,  C.  W. 
Chapin,  E.  Cleveland,  Portus  Baxter,  Josiah  Stick- 
ney,  Emmons  Raymond,  B.  B.  Mussey,  Fitz  Hen- 
ry Homer,  E.  B.  Chase,  Arthur  Latham,  Henry 
Keyes. 

Madison  and  Swan  Ijake  Railroad. 

The  stockholders  of  the  Madison  and  Swan 
Lake  Railroad  Com|>any  held  an  election  in  this 
place,  at  the  office  of  S.  Mills,  Esq.,  on  the  1st  day 
of  this  month,  and  elected  the  following  Board  of 
Directors : 

L.J.  Farewell.  S.  Mills,  F.O.  TibWU.M;.B.  Van 
Slyke  C.  J.  Pettibone,  II.  S.  Haskell,  Mr^,^nnn 
N.  H  W«od,  W.  D.  Mclndoe.        ;       .*:;:- 

At  a  subsequent  meeting  of  the'di^ctoiisf,.-.  held 
on  the  same  day ,  L.  J.  Farewell  was-«l^pted  Pre-  , 
sident:  A.   C.   Ingham,   Secretary ;  -and   Simeon 
Mills  Treasurer. 

We  learn  that  it  is  the  intention  of  tbecompany 
to  make  a  survey  of  the  poute  froia  this  place  -to 
J  Portage  City  at  once.—Wis-StaU  Joumvl. 
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Albany  Northern  Railroad. 

The  members  of  the  Board  of  Trade  of  the  city 
of  Albany  have  returned  from  an  excursion  over 
the  above  road,  and  have  adopted  resolutions  ex- 
pressive of  their  sense  of  the  business  capabilities 
of  the  district  of  country  intersected  by  its  route. 
They  say  "  we  have  seen  with  our  own  eyes  marble 
enough  to  build  a  city,  and  slate  enough  to  shin- 
gle it  over,  and  both  apparently  of  the  best  quality  > 
and  since  theie  are  now  facilities  by  which  it  can 
easily  be  brought  to  market,  we  venture  the  asser- 
tion that  the  slate  and  marble  fiom  these  localities 
will  soon  figure  largely  in  market,  and  it«!  use  be 
essentially  extended." 


Vleksbnri^,  Sbre'rcport  and  Texas  Railroad. 

On  the  8th  inst.  the  work  of  construction  of  this 
road  was  commenced  with  formal  ceremonies  and 
in  the  presence  of  a  large  and  spirited  concourse  of 
spectators.  The  point  of  commencement  was  at 
the  eastern  terminus  of  the  road,  opposite  Vicks- 
burg,  Miss.  N.  D.  Coleman,  Esq.,  President  of  the 
Company,  made  an  able  and  interesting  speech  to 
the  people  present,  and  afterward  formally  "  broke 
ground"  upon  the  line  of  the  road,  being  followed 
by  Gov.  McRae,  of  Mississippi,  and  by  .several 
other  distioguished  individuals. 

This  road  is  the  third,  in  the  order  of  its  com- 
mencement, of  the  roads  extending  westward  be- 
yond the  Mississippi,  and  has  the  same  general 
objects  as  the  two  which  had  been  already  com- 
menced,— the  New  Orleans  and  Great  Western  and 
the  Pacific  roads.  These  three  roads,  starting 
ft-om  the  Mississippi  at  widely  separated  points, 
all  look  to  the  development  of  large  districts  of 
new  territory,  and  also  each  by  itself  to  being  ul- 
timately indeutified  with  one  of  the  great  uational 
highways  to  the  Pacific.    "■  •>    •      '■  •  ' 

Whatever  may  be  the  ultimate  relation  of  the 
Vicksburg  and  Shreveport  road  to  the  Pacific 
route,  it  possesses  abundant  local  strength  in  the 
agricultural  resources  of  the  country  traversed  by 
its  line.  The  upper  parishes  of  Loaisiana  although 
being  among  the  smallest  in  size  in  the  State, 
have  yet  an  average  population  equal  to  that  of  all 
the  parishes  of  the  State,  excluding  only  Orleans, 
in  which  the  city  of  New  Orleans  is  situated. 

The  surveyed  line  of  the  Vicksburg,  Shreveport 
and  Texas  railroad  is  206 i  miles  in  length,  exten- 
ding from  the  west  bank  of  the  Mississippi,  op- 
posite Vicksburg,  to  the  Texas  State  line.  For 
the  first  80  miles  the  road  runs  tlirough  a  level 
country,  rising  but  40  feet  in  the  whole  distance, 
and  will  be  built  upon  embankment  of  from  ope 
to  four  feet  high,  with  about  six  miles  of  trestle 
work.  West  of  Monroe  the  line  passes  over  more 
hilly  and  desirable  ground. 

The  estimated  cost  of  the  whole  road,  equipped 
for  commencing  business,  is  S3, 153,342,  averaging 
only  $15,233  per  mile. 

The  authorized  capital  of  the  company  is  $4,- 
000,000,  of  which  the  State  of  Louiijiana  has  sub- 
scribed one  fifth,  or  $800,000.  Previous  to  the 
act  of  subscription  on  the  part  of  the  State,  $285,- 
000  of  individual  subscriptions  had  been  received, 
while  large  city,  parish  and  individual  subscrip- 
tions have  been  since  received. 

On  the  completion  of  the  Southern  road  of  Mis- 
sissippi, the  Alabama  Central  and  intermediate 
connections,  Vicksburg  will  become  a  point  in  the 
great  North-east  and  South-west  railroad  line,  of 
which  the  Texas  road  will  become  the  imm«di«te 


and  true  prolongation.  In  that  issue  this  road, 
sustained  also  upon  the  local  strength  of  its  line, 
will  not  fail  to  pay  a  handsome  profit  on  its  esti- 
mated cost. 


To  Engineers  and  Surveyors. 

A  YOUNG  man,  18  years  old,  wants  a  situation  (tu  learn  the 
busineiw)  as  chain  carrier,  in  a  railroad  survey.  No  ob- 
jections to  go  to  any  part  of  the  country,  or  world  Good  re- 
Terence  can  be  given  if  required.  Addrexs  A.  $•«  Office  of  this 
Journal  (32  Ini 


RAILROAD  STOCKS,  BONDS  *  STATE  SECURITIES 
The  subscriber  offers  for  sale — 

Oliio  and  Missisaippi  Railroad  Company,  7  per  cent  second 
mortgage,  convertible  Bunds.  Interest  paj-able  semi-annually 
in  New  York. 

Scioto  and  Hocking  Valley  Railroad  Company,  7  per  cent, 
first  mortgage,  convertible  Bonds.  Interest  payable  semi-an- 
nually in  New  York. 

Cincinnati,  Western  Railroad  Company,  8  per  cent  Real 
Estate  Bonds.     Interaot  payable  semi  annually  in  New  York. 

Hamilton  County,  Ohio,  6  per  cent.  Bonds.  Interest  payable 
semi-annually  in  New  York. 

Louisville  and  Portland  R.  R.  Co.  Bonds. 

Maysvllle  and  Lexington  R  R.  Co.,  6  |>ercent  second  mort- 
gage, convertible  Bonds. 

Louisville  City  Bonds. 

Cincinnati,  Logansport  and  Chicago  R.  R.  Co.,  10  per  ceuL 
Income  Boods.  ^    .. 

RAILROAD  STOCKS. 

Covington  and  Lexington  R.  R.  Stock. 

Cincinnati,  Hamilton  and  Dayton  R.  R.  Stock. 

Little  Miami  R.  R.  Stock. 

Ohio  and  Mississippi  R.  R.  Stock.  • 

Soiitheni  Bank  of  Kentucky  Stock.  _ 

Celumbus  and  Xenia  R.  K.  Stock. 

Cincinnati  and  Chicago  R.  R.  Stock. 

Central  Indiana  R.  R.  Stock 

Cincinnati  and  Indianapolis  R.  R.  Stock. 

Indianapolis  and  Bellefbntainc  K.  R.  Stock. 

Cincinnati,  Wilmington  and  Zanesville  R.  R.  Stock. 

WANTED- $100,000,  for  which  the  l,est  securities  will  be 
given. 

WANTED— $40,000,  on  commercial  paper. 

ISAAC  OSBORN  DAVIS, 
Stock  Exchange  and  Financial  Airenry  Office, 

No.  S8  Third  street, 
32  Im]  '■  Cincinnati,  Ohio, 


ON  THE  APPLICATION  OF  IRON  TO  BUILD- 
ING PURPOSES.— JoH.s  Wiley,  No.  107 
Broadway,  kas  just  ptMished — 

FAIRBAIRN  ON  THE  APPLICATION  OF 
CAST  AND  WROUGHT  IRON  TO  BUILDING 
PURPOSES.  By  William  Fairbairn,  C.  E.,  F.  R. 
S.,  F,  G.  S.,  etc.  1vol.  8vo.,  with  numerous  Dia- 
grams and  Illustrations,  and  tables  for  calculat- 
ing the  strength  of  materials  &c.     Price  $2. 

Selections  from  Contents. — On  Cast  Iron 
Beams  for  supporting  the  Floors  of  Buildings — 
C>st  Iron  Beams  with  Flanches — Experiments 
made  at  Leeds  by  the  Author — Rules  for  the 
Strength  of  Cast  Iron  Beams — Table  of  Result — 
On  Compound  or  Trussed  Cast  Iron  Beams  or 
Girders — Rule  for  Calculating  the  Strength  of  do. 
— Comparison  of  Cost — Process  of  Toughening  Cast 
Iron — Experiments  —  Cupola  —  Air  Furnace — On 
Wrought  Iron  Beams  for  supporting  the  Floors  of 
Buildings,  and  for  other  purposes — Experiments 
on  the  strength  &c.,  of  do — On  Wrought  Iron  Trel- 
lis Girders — Formula  for  Calculating  the  Strength 
of  Trellis  Beams,  &c„  &c. 

"  No  eugiaeer  can  do  without  this  book." — 
Scientific  American.  [34.  2t. 


NOTICE. 

THE  Copartnership  heretofore  existing  between  the  under 
signed,  under  the  firm  of  Smith  &.  Tyson,  is  this  day  dis- 
solved by  mutual  consent.  Eitbft'  partner  is  authorized  to  set- 
tle the  business  of  the  coocem. 

J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON, 
Ao.  26  Suulh  Charles  $tr. 
Baitimore,  July  1st,  1854. 


Notice  of  Copartnership. 

THE  undersigned  have  this  day  furmod  a  Copartnership 
under  the  Ann  of  J.  Hopkinson  Smith,  in  which  Richard 
W.  Tyson  is  a  special  partner,  and  J.  Hopkinson  Smith  is  the 
gcnetil  partner. 

J.  HOPKINSON  SMITH, 
'■'■-■•''        RICHARD  W.  TTiON. 
Baitimore,  July  \st,  1884.  [33  3m 


F^CiCi  TONS  Nal  Glengamock  Scotch  Pig  Iron  in  lott  to 
fjyjyj  suit  purchasers  for  sale  by 

NATLOR  &  CO. 
W  and  101  John  st. 
N.  B.— The  above  Iron  oontantly  imported.  (82  tC 


Steam  £ngrine  and  Blowing 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  Ave  iset  stroke, 
together  with  Blowing   Cylinders,  five  leet  diameter,  and 
six  feet  stroke,  in  pertfect  working  order,  tor  sale.     Apply  to 
EDW.  BECH  A  KCNHARDT,  62  Beaver  St , 
aOr,          A    TOW AR,  Ag«t  Pokcepsie  Iron  Wortos, 
^tf Pokecpstc,  NT 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroed  Company,  24  crate  ears, 
adapted  to  Railroad  purpose,  which  will  be  aokl  at  a  reas- 
onable price.     For  tUrtber  information,  appiv  to 

SAMUEL  J.  HAYES, 
M.  of  M,  Baltimore  and  Ohio  R.  R  Co, 

Or  BRIDGES  A  BRO  ,  '    '      > 

19  tf  fl4  Courtland  St.,  New  Yert, 

To  Contractors  for  Railroad 
Iron. 

PROPOSALS  will  b«  received  until  the  20tb  September  flir 
nine  thousand  tons  of  railroad  iron  T  pattern,  sixty  pounds 
to  the  yard,  One-half  to  be  delivered  at  Charleston  South 
Carolina,  and  one-half  at  Wilmington,  North  Carolina,  delivery 
to  commence  in  January  an<1  close  in  August,  equal  quantities 
to  b«  delivered  in  each  month  at  each  place. 

Payment  will  be  made  Immediately  oo  the  delivery  of  eacb 
cargo,  in  North  Carolina  Funds.  Ths  contract  will  l>e  given  to 
the  lowest  responsible  bidder  provided  the  price  l>e  Mtis- 
factory.  Bidders  will  endorse  their  hidt—" Propotaia  for  Kail- 
road  Iron"— nnd  address  them  to  Cyruji  P.  Mendenliall,  Secre- 
tary, North  Carolina  Railroad  Company   Grwnsboro,  N.  0. 

WALTER  GWYNN, 
ChiefEDg.  N  C.  aR.  Co 
Raleigh,  August  Zd,  ISM.  (3t.td. 

Machinists^  Tools. 
SHRIVFR  Sl  BROTHERS, 

Cumberland,  Maryland, 

(ok  Baltimore  4'  Ohiu  R.  11.,  midtray  bettreen  Baltimore  and 
Ihf  Ohiu  Ritfrr) 

MANUFACTURERS o( Engine  Lathes,  Planing  Machine*, 
Drill  Pre»*e»,  Hand  Lathes,  and  other  Machinists'  Tools.  .■[ 
These  tools  are  built^n  a  superior  manner,  from  the  very  best 
materials,  and  are  particularly  adapted  for  railroad  shops  and  -^^; 
all  others  requiring  first  rate  machinery  Our  looatjon  is  very 
advantageous  for  shipping  work  to  the  W<»t  or  South.  Orders 
and  coinoiunicationy  rt^^eivi-  |>ronipt  attention.      Address 

SHRIVKR  4  BROTHERS.  Fultun  MVrX?,  j, 

Cumberland,  Maryland. 
August  \9lh,  1854.  I3i  dm    ; 

Rensselaer  Polytechnic  In- 
stitute. 

DESIGNED  for  the  education  of  ABcnrtCTS  and  Civil.  ^ 
F.NOisiKBS,— including  Railway,  Uydmubc,  Topngrapbi-  ~ 
cal,  and  Mining  Engineers. 

For  cupiea  ol  the  Annual  Register,  giving  ftiU  informatioo 
retpwrting  tlie  Tn!<titute,  apply  to 

R.  FRANKLIN  GREENE,  Dirtclor,  R.  P.  I. 
32  3ml  Trof,Meir  Yurk. 

Lioivmoor  iron.  '   *  ■ 

t^-W.    BAILEY  LANG   &  CO ,    M  CLIFF  STREET, 

I1.-1V0  in  »tiKk  and  otfi-r  for  sale  an  assortment  of  Round,  Flat 
and  Square  liars  LOWMOOR  IRON,  which  lli<>y.«ill  sHI  by  the 
t(«i  or  singk-  bar.  The  attention  of  maiiufiirturRrs,  Railway 
ManagprM  and  Mechanics  is  particularly  dirpcfed__lo  the  quality  - 
of  Uiis  Iron,  as  its  grrat  strength,  uniformity,  and  freedom  from 
flaws,  reiKler  it  the  be:>t  Inwi  in  tlie  market,  where  firtt  qiiaUty  is 
required. 

W.  BAILEY  LANG  &  CO  ,  Ixing  Sole  Agent*  io  tbe  Dai. 
ted  States  and  Canailas  for  Uie  L<^^>  W  MOOR  CO  ,  will  szscaU  er- 
ders  at  manufacturer's  pric««.  6t  H 

RAILROAD  SPIKES.,        . 


WROUGHT  IRON 

Chairs  and  Fastening^!. 

THE  undersigned  will  cootiniie  to  miinutacture  with  incrssssi 
facilities,  HOOK  it  FLAT  HEAD  RAILROAD  SPIKES, 
of  all  patterns,  WROUGHT  and  CAST  CHAIRS  and  fAST- 
KNINGS,  BOILER  RIVETS.  BOLTS,  SHIP  sod  bOAT 
SPIKES.  &c,  Ac 

The  best  quality  of  Refined  Iran  is  used  and  all  orders  BUcd 
with  despetcb. 

S.  HOPKINSON  SMITH, 
No.  25  South  Charlet  •(. 
■9*  Plea«e  direct  tbe  name  in  full. 
BcdtimtrttJi^i^Vibi.  ^tC 
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AMERICAN    RAILROAD    JOURNAL. 


ENaiN££R  Airo  AOXNT 

FOR  the  Deaigo,  Coustructioa,  Valuation  aiid  Purchase  of  Lo- 
cunaotivea  and  Railroad  Miicbiuery. 

Offura  bis  aetvicmt  to  Railroad  clompaiiiea  ia  ei'her  of  tbea« 
deparimeaut,  baviu^  loiiif  ezp«rieuce  aod  the  bent  facilities  fur 
all. 

▲s  CossuLTisa  £xaiNKBR  he  will  advise  as  to  the  value  or 
adaptacioa  of  any  syntem  of  motive  power,  and  furnish  draw- 
ia^,  estimatei  aod  specidcatiou:}  for  a|iy  arraoyenieut  of  euj^iue. 

As  AOTiao  SxoiHKiR  be  will  superintend  the  coostructiuu, 
survey,  or  rccoostruciiOQ  of  any  railroad  machinery,  and  guar- 
antee satisfoctory  results. 

As  Co.NTBACiiNQ  ESGISBKR,  having  connection  with  the 
most  reliable  and  successful  manufocturem,  he  will  negotiate 
fur  the  purchase  of  Locomotives  of  the  very  best  construction 
and  proportions.  Also  WheeU,  Tiros  and  Kepair  Shop  Ma- 
chinery. 

Having  much  experience  in  Patent  Business  ho  will  undertake 
the  preparation  of  Drawings,  SpeciUcations,  Applications  for 
Patent  or  Caveat  and  other  papers  necessary  for  inventors.  He 
is  able  to  give  material  assistance  in  brin|;ing  inventions  and  im- 
provements in  Kailroad  Machinery  into  tiivorable  uotica 

CHILLED  TIRES   FOR   LOCOMOTIVE  DRIV- 
ING AVHEELS. 

Zerab  Colbum  retains  the  principal  ageucy  for  the  sa!e  and 
right  of  use  of  this  valuable  improvement,  and  will  flimisb  the 
most  substantial  guarantees  of  its  Safety,  Durability,  Adhesion 
and  great  Ecohomt. 

OIBce,  3d  floor  American  Railroad  Jouraa'  Building, 

No.  U  Sprure  street, 

NeiP  York: 
RCrERENCES. 

...    The  New  Jersey  Locomotive  and  Machine  Co. 
■    James  Jackson,  Pres't,  Paterson,  N.  J. 
-     Oba&  W,  Elliott,  Vice  Pres't.   69  Beaver  str ,  N.  Y. 
•■     Henry  V.  Poor,  Esq.,  Editor  Railroad  Journal,  New  York. 
'■<    .Oeo.  D.  Pbeips,  Pres't.  Del,  Lack  and  Western  Railroad. 
,    C>eo.W.Wlu«tler,  Vic«  Pres't  New  York  &  New  Haven  R.R. 

William  Raymond  Lee,  Esq.,  Boston. 
,.    Bush  dc  iobdeit,  Wihmngtou,  Del. 

OUver  M.  Hyde,  Esq.,  Mayor  City  of  Detroit. 

TTnugent'sS  college 

ENGINEERS  AND  MECHANICS, 

f  ■  Public  Square,  Oler eland,  Ohio. 

E.  NcGENT,  U.  E.,   Principal. 

THE  design  of  this  Institution  is  tu  afford  young  men  an  op- 
portunity of  asquiring  a  knowledge  of  ibe  profession  of 
C^vil  Kugineering,  and  to  Mechanics  and  Tiadesineu  a  sound 
theorclicui  and  practical  knowlivljje  of  .Matheniatirs,  Arcbiiec- 
tural  and  Mechamcal  Eraftiog,  Plain  and  Ornamental  Penman- 
ship, dec. 
Por  further  particulars  addre.«  the  Principal. 


Aiew  York  and  Erie  R.  R. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duaue  street, 

aa  foitows,  viz :  — 

BorrALO  EXPRB3S,  at  6  a.  m.  for  Buffalo  direct,  over  the 
N.  Y.  &.  B.  R  R.  and  tbe  B.  &  N.  Y.  C.  R.  R.,  without  cliang.- 
of  t>«ggage  or  cars. 

Dunkirk  Ezpkkss,  at  e  a.  m.  for  Dunkirk. 
-"•'   llaiL,  at  %H  a.  m.  Ibr  Dunkirk  and  Bul&lo,  and  intermediate 
sUlioos.    Passengers  by  tbis  Train  will  remam  over  night  at 
any  Station  between  Biiigharaton  and  Corning,  and  proceed  Ihe 
next  morning. 

Way  Exprkss,  at  1  p.  m.  for  Dunkirk. 

ROCKLA.HD  PA33B.HOKB,  at  4  p.  m.,  (from  foot  of  Chambers 
Street)  via  Piermont,  for  yuSern  and  mterinediate  stations. 

Wat  Passbsokb,  at  4  p.  m.,  for  OtisviUc,  and  intermediate 
•tatiuua. 

NiSHT  EXPRBSS,  at  6  p.  m.  for  Dunkirk  and  Buflblo. 

EmoRAST,  at  6  p.m.,  for  Dunkirk  and  Bufliilo  and  intermedi- 
ate Stations. 

On  Sundays  only  one  Express  Train — at  6  p.m. 
-  Tbeae  Express  Trains  coimect  at  Elnjira  with  the  Elmira 
«Bd  Niagara  Falls  Railroad  lor  Niagara  Falls ;  at  Buffalo  wilb 
ttrstrclass  spleuOid  .staaraers  on  Lake  Erie  for  all  poru  on  the 
Lake  ;  and  at  Dunkirk  with  the  Lake  Sbore  Railroad  for  Cleve- 
•od,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  Sup-t 


S  OrpiCK  CisciNNAii,  Hamiltos  &  Datton  R.  R.  Co. 
t  Cincinnati,  August  atfi,  1854. 

TBE  Board  of  Directors  of  this  Company  have  this  day  de- 
clared a  Dividend  cf  Five  per  cent,  out  of  the  net  earnings 
of  the  Company  for  the  Six  months  ending  31.  July,  payable  in 
Scrip  bearing  Seven  per  cent,  interest  redeemable  in  three 
years.  The  Scrip  will  bo  delivered  on  and  after  Sept.  Ist,  to  t:ie 
Stockholders  registered  in  Cincinnati  on  application  at  the  office 
of  the  Company,  and  to  those  regifiterod  m  New  York  at  the 
offiee  of  the  Ohio  Life  Insurance  dc  Trust  Company  in  that 
city.  The  Transfer  Books  will  be  closed  for  ten  days  from  this 
date. 
»2  ln»]  FRANK  S.  BOND,  Secret ary. 

y:  .  For  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  bore  and  20  inches  stroke  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  aboat  six  months. 

ROGERS,  KETCHUM  &  QROSVENOR, 
Paterson,  New  Jersey, 
jal.H  29  tf.]  or  74  Broadway,  N«w  York. 


NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned fur  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

ENLARGEMENT  OF  ERIE  CANAL— WESTERN 
DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Buflalo,  until  the  1st 
day  of  September  next,  at  10  o'clock,  a.  m.  tor  the 
following  described  work  between  Tonawanda  and 
Black  Rock  :— 

Section  860,  with  penalty  in  bond  ot . ,  $14,000. 

.,      361,     „         „        „      „      „       20,000. 

„      362,     „         „        „      „      „       17,200. 

II      363,     „  „        „       „      „        10,000. 

,,       364,     „  „        „       „      „         9.800. 

„      366,    „         „        „      „      „       10,600. 

„      366,     „  „        „       „      „        15,800. 

.,      367 ,       „      „        12,000. 

Guard  Lock  and  Section  at  Black  Rock. . .  14,000. 

Waste  Weir  on  Section  360 600. 

Culvert  on  Section  362 600. 

Bridge  Abutments  on  Section  360  to  Lock 

Section  inclusive 2,000. 

The  above  work  to  be  completed  by  the  first  of 
April,  1867. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Rochester  until  the 
4th  day  of  September  next,  at  10  o'clock  a.  m., 
for  the  following  described  work  between  Roches- 
ter and  Spencerport : — 

Section  266,  with  a  penalty  in  bond  of.  S7,500. 

267,  „  „  „  „  „  8,600. 

.,       268,  „  „  „  „  „  6,700. 

,.       269,  „  „  „  „  „  6,100. 

„       270,  „  „  „  „  „  6,600. 

„       271,  „  „  „  „  „  5,200. 

...       272,  „  „  „  „  „  5,600. 

»       273,  „  „  ,,  „  „  7,200. 

II  *'*i       II  II  II  II       II        4,^UU. 

„       276,     „  „         „       „     „    10,200. 

Culverts  on  Sections  266  and  275,  both  in- 
clusive do.  do ■ 3,600. 

Bridge  Abutments  on  Sections  266  to  Sec- 
tion 270  both  inclusive 3,000. 

Bridge  Abutments  on  Sections  271  to  Sec- 
tion 275  both  inclusive 2,000. 

The  above  work  to  be  completed  by  April  1st, 
1866.  ■     . 

MIDDLE  DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  the 
7th  day  of  September  next  at  10  o'clock  in  the 
forenoon  for  tbe  following  described  work  : — 

Section  135,  with  penalty  in  bond  of S5,400- 

II      136,     ,,         ,,        „     ,,       , 6,200' 

II       lo7,     ,,  ,,         ,,     ,,       ,,  ....   o,lUO- 

II       loo,     ,,  „         ,,     ,,       , 4,100- 

;i       loy,     ,1  „         ,,     ,1       „  ....    4,7U0- 

,,        140,     ,,  ,,  ,,     ,,       ,,....    4,000- 

II       ^*I»     II  II         It     II       II  •  •  •  •    OjZUU- 

II       142,     ,,  „  ,1     II       II  ••••    b,<00- 

II       14o,     „  ,,         ,,     ,,       „  c...    b,luU- 

II       144,     ,,  „  ,,     ,,       ,,....    4,oUU. 

>i        140,     ,,  „  „     ,,        „  ....    4,7UU. 

II       198,     „  „         „     „       „  ....    3,200. 

,1      199,     „         „        „     „    ......   4,000. 

Culverts  on  Sections  136,  136,  137,  138 

and  139 4,600. 

Culverts  on  Seetions  141,  144,  145, 146, 

147,148,149 4,600. 

Bridge  Abutments   on  Sections  135, 136, 

137,  140,  143  and  145 v 3,600. 

Waste  Weir  at  Cowassalon  Creek 800. 

Dam  and  Guard  Gate  do.  do 600, 

The  abov«  work  to  be  completed  April  1st, 
1856. 

All  propositions  must  be  for  a  sum  certain,  aa 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work;  and  oo  propositioa  oot  tbiu 


defined  will  be  received  or  acted  upon ;  and  o^ 
proposition  will  be  considered  complete  unless  - 
price  for  every  kind  of  work  included  in  such  pro 
position  is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteiested  in  any  contract 
that  may  be  made  in  parsuance  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in )  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  tbe  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  suri^ties  shall  jiu>tify  in  sums  equal  iu 
the  aggregate  M  twice  the  amount  of  such  penal- 
ty- 
Each  proposa'  must  be  accompanied  by  the  cer- 
tificate of  the  !:  ipervislor  of  the  town,  and  the 
County  Clerk,  or  ;'ie  County  Judge  of  the  county 
in  which  said  sii.ty  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

Tbe  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  p:iymcnt  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1850. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner.until  the  whole  work,  which  ia  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  tbe  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  aud  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, ard  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  peisona  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  tbe 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  August  lat,  1864. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     %  Canal  Comm'rs. 
CORNELIUS  GARDINIER.) 
JAMES  M.  COOK.  Comptroller. 
JO£N  T.  CLAHE,  SUte  £og.  Md  Sorreyor. 
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i^  HENRY  V.  POOR,  Editor. 
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Brie  Railroad. 

The  continued  depression  of  the  securities  and 
stock  of  the  Erie  Railroad,  consequent  upon  the 
distrust  felt  as  to  their  value,  is  the  great  feature 
in  the  stock  market.  The  effect  of  this  depression 
extends  far  beyond  the  loss  involved  in  the  decline 
that  has  been,  or  is  likely  to  be  suffered,  even 
shoold  the  whole  investment  in  the  road  turn  out 
to  be  entirely  valuekss.  Erie  securities  cannot 
seriously  decline,  without  a  corresponding  decline 
of  all  othen.  Look  at  it  as  we  may,  the  success 
of  tkis  road  must  and  will  be  regarded,  to  a  very 
considerable  extent  as  a  test  of  the  productiveness 
and  value  of  American  Railroads.  The  business 
capacities  of  its  route,  and  its  favorable  character 
both  for  economical  construction  and  working, 
have  been  believed  to  be  unquestioned.  The 
want  of  success,  if  the  road  fkiJ,  will  be  regarded 
as  proving  one  of  the  two  things  ;  either  that  our 
railroads  cannot  be  made  to  earn  an  interest  on 
their  cost;  or  what  practically  amounts  to  the 


same ;  cannot  be  made  to  do  so  in  conse- 
quence of  corrupt  or  incompetent  management. 
The  degree  of  the  success  of  the  Erie  Railroad 
therefore  will  be  taken  as  a  test  of  the  probable 
success  of  our  whole  system.  There  is  none  for 
which  success  has  been  more  confidently  claimed, 
upon  grounds  that  appeared  to  be  incontroverti- 
ble. Its  line  is  in  the  right  direction.  Its  route 
is  not  only  exceedingly  favorable,  but  for  its 
lOcal  traffic,  is  entirely  free  even  from  the  fear  of 
competition.  For  this  local  traffic,  it  enjoys  a  mo- 
nopoly of  a  mo.>t  magnificent  domain.  Resting 
upon  the  commercial  metropolis  of  the  Continent, 
it  extends  by  an  unbroken  line  to  the  great  inte- 
rior waters  upon  which  floats  a  commerce  second 
only  to  that  of  the  ocean,  and  upon  the  shore  of 
which  are  springing  into  existence  towns  that  are 
fast  rivaling  in  business,  and  population,  and  trade, 
our  Atlantic  cities.  If  under  suck  conditions  favor- 
able to  success  the  Erie  road  fail,  confidence  will 
withdraw  from  others.  The  hypothesis  upon  which 
we  have  been  constructing  railroads  will  be  looked 
upon  as  an  untenable  one,  and  the  whole  fabric 
of  our  system  as  restjng  upon  an  unsound  and  in- 
secure basis.  Regarded  in  this  light,  and  it  is  the 
one  in  which  it  musi  be  considered,  the  success  of 


man  having  fifty  thousand  dollars  in  railiuad  se- 
curities, but  could  better  sacrifice  SlO.UOO  than  to 
have  Erie  Railroad  protested  for  a  dollar.  The 
thing  is  not  to  be  thought  of,  unleu  we  are  willing 
to  see  the  whole  fabric  which  our  people  have 
labored  so  long  and  at  such  coSt  to  vreci,  fall  with 
a  crash  to  the  ground.  The  present,  therefore,  is  < 
no  time  for  irresolution  or  indecision.  Tlje  crisis 
must  l)e  met  as  it  demands,  if  Erit  be  irretrie- 
vably lost,  then  we  bave  good  ground  for  appre- 
hension and  fear.  If  it  still  possesses  the  elements 
and  capacity  for  success,  it  should  be  vigorously 
and  efficiently  sustained.  To  attempt  under  smji 
circumstances  to  weaken  confidence  in  it,  or  destroy 
Its  value,  is  treason  against  society,  and  the  wrong 
is  just  as  great  as  it  would  be  to  buru  a  block  of 
buildings ;  and  the  pai  lies  engaged  in  such  nefar- 
ious busineM,  with  no  other  uitject  than  thai  to 
make  money  by  ruiuiug  the  road,  should  be  re- 
garded in  precisely  the  same  light  as  the  iuceudla- 
ry  who  lights  the  flame  (or  tOe  opportunity  of 
stealing  iu  the  contusion  that  f'uUows. 

To  uudertkland  the  present  position  of  Erie,  a 
brief  review  of  its  early  history  is  necessary.  The 
road  was  first  proposed  as  an  act  of  justice  to  the 
"southern  tier  of  ccuniies"  and  as  an  equivalent  to 


the  Erie  Railroad  is  what  every  individual  in  the  advantages  secured  to  the  Central  pan  of  tbe 
the  United  States,  and  vast  numbers  outside  of  State  by  the  Erie  CanaL  It  was  Urst  sugg.  sted 
them,  have  a  direct  pecuniary  interest.  If  our  as  an  act  of  justice,  rather  than  as  an  opportunity 
railroads  are  valueless,  the  6  or  $700,000,000  or  means  for  the  profiuble  invesimeui  of  capital, 
which  they  have  cost,  is  lost.  If  they  cannot  be  i  It,  therefore,  lacked  in  the  outset  the  most  impor- 
made  productive,  one  of  the  fairest  hopes  for  the'tant  requisite  to  an  wcouomical  administration  of 
progress  of  our  race  and  the  melioration  of  its  jits  affairs,  a  feeling  of  personal  iulei  est  and  respon- 
condiiion  is  blighted.     If  our  system  in  the  main  [sibility  on  the  part  of  its  management.    A  road  is 


be  a  sound  one,  yet  if  the  Erie  Railroad  docs  not 
succeed  through  a  fault  of  its  route  or  manage- 
ment, the  effects  we  have  described  will  tempora- 
rily be  experienced,  because  the  public  cannot 
and  will  not  discriminate  between  the  accidental  and 
the  r  jal ;  the  exception  and  the  rule.  It  cannot 
fail  therefore  without  entailing  the  most  disastrous 
consequences,  not  only  upon  this  city  but  the  whole 
country.  It  must  not  be  allowed  to  give  way,  un 
less  it  have  an  inherent  weakness.which  will  render 
attempts  to  save  it  impossible.  If  it  possess  the 
elements  of  success  though  under  a  temporary 
cloud,  it  must  be  sustained.  The  business  com- 
munity of  New  York  cannot  afford  to  let  it  lan- 
giUBh  in  embarrassment  for  an  instant.  There  is  no 


only  eminently  successful,  when  the  directors  in- 
vest, and  snperinund  the  expenditure  of,  their 
own  money,  and  when  the  object  they  set  them- 
selves to  accomplish  is  a  paying  work.  Now  it 
was  not  so  much  a  leading  object  of  the  managers 
of  Erie,  in  the  construction  of  the  road,  to  Ktep 
expenses  within  the  lowest  possible  limit*,  as  to 
build  the  rosul.  After  the  constructior  of  the 
Western  Railroad  of  Massachusetts,  and  the  im- 
provements of  other  States,  the  Ene  came  to  be 
regarded  as  necessary  to  the  maintenance  of  the 
commercial  sapreraacy  of  this  city,  which  tended 
to  confirm  the  feeling  that  the  construction  of  the 
road  outweighed  the  question  of  its  Jinanciai  suc- 
cess, and  directed  attention  rather  to  the  renU^ 
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than  the  means  by  which  it  was  accomplished. 
We  do  not  speak  of  this  by  way  of  censure,  only 
as  a  matter  of  history.  It  was  not  to  be  expected 
that  any  body  of  men  would  volunteer  their  servi- 
ces for  years  without  compensation,  and  labor 
with  that  patience  and  assiduity  they  display  in 
their  own  affairs.  It  would  be  natural  for  the  di- 
rectors of  Erie  to  say,  "whatever  may  be  the  cost 
of  the  road,  the  public  will  be  vastly  the  gainer 
by  its  construction ;  and  if  the  public  expect  us 
to  build  it,  by/nawctVmi^,  andthey  must  pay  for 
it."  The  road  was  built  by  masterly  and  success- 
ful strokes  of  financiering,  and  not  with  extra- 
vagant losses  as  far  as  raising  money  was  con- 
cerned. Its  securities,  under  the  circumstances, 
sold  at  a  fair  price.  The  company  did  not  suffer 
so  much  from  this  quarter,  as  from  the  lax  senti- 
ment of  responsibility  and  accountability  which 
gradually  worked  itself  into  the  management  of 
its  affairs,  and  which  prevailed  we  may  almost 
say,  from  the  employee  in  the  most  responsible 
position,  to  the  lowest.  Added  to  this,  the  compa- 
ny nev« T  numbered  in  its  service  a  man  of  pre-emi- 
nent ability,  to  direct  and  guide  affairs,  and  with- 
out whom  no  enterprize  h  ever  eminently  prosper- 
ous. The  ccmpany  suffered  exceedingly  for  the 
want  of  a  competent  chief  of  the  engineering  de- 
partment to  give  consistency  and  uniformity  to 
the  estimates  and  expenditures.  No  proper  idea 
seems  ever  to  have  been  formed  of  the  cost,  or 
the  magnitude  of  the  work,  but  estimate  after 
estimate  of  Anal  cost  appear  to  have  been  made 
from  the  extent  of  the  demands  immediately  pres- 
sing upon  the  company.  Hence  the  wide  discre- 
pancy between  the  statements  made  from  year  'to 
year,  and  the  result ;  a  discrepancy  well  calculated 
to  place  the  action  of  the  directors  in  a  disadvan- 
tageous light,  and  which  has  contributed  so  much 
to  weaken  their  present  position  before  the  public. 

We  have  spoken  of  the  past  hi.story  of  the  road 
for  the  purpose  of  showing  that  a  certain  amount 
of  losses,  and  abuses  in  the  management  of  the 
company,  were  the  inevitable  result  of  the  pecu- 
liar circumstances  under  which  it  was  constructed 
and  not  as  implying  that  the  directors  have  not 
done  aa  well  as  an  equal  number  of  gentlemen 
taken  from  any  other  business  community  would 
have  done,  but  which  notwithstanding  have  laid 
the  company  open  to  attack,  and  which  are  the 
principal  reasons  for  the  distruf't  felt  toward  its 
securities,  and  explains  tho  cause  for  the  position 
the  road  holds  in  popular  estimation.     *.  sV:-''*  -, 

That  the  road  has  cost  vastly  more  than  was 
estimated,  is  not  of  it  itself  evidence  that  it  has 
cost  too  much,  as  the  estimates  embraced  only 
portions  of  the  items  of  cost.  Bat  there  is  no 
doubt  that  the  roai  could  have  been  built  for 
mnch  less  than  its  present  capital ;  and  would 
have  been,  had  the  parties  who  built  it,  expended 
their  own  money.  But  the  question  of  the  success 
of  the  road  may  not  turn  so  much  upon  this  fact, 
as  upon  what  the  earnings  of  the  road  are,  or  may 
be  made  to  be ;  for  if  the  company  possess  extra- 
ordinary advantages  of  route,  it  may,  notwithstand- 
ing the  gnat  cost  of  its  works,  earn  a  reasonable 
dividend  upon  such  cost,  thongfa  the  rates  of  these 
earnings  might  have  been  much  greater  with  a 
more  economical  expenditure  of  capital. 

The  best  evidence  of  the  basiness  capacity  of 
the  route  of  the  Erie  Railroad  is  found  in  its 
earnings.    Bxrt  waiving  this  for  the  present,  and 


reasoning  p  priori,  it  can  readily  be  shown,  we 
think,  that  iu  business,  both  from  local  and  other 
sources  must  be  enonnons;  quit«  sufficient  to  pay 
a  fair  income  on  the  cost  of  the  road. 

The  route  of  the  Erie  Riiilroad  commands  the 
local  traffic  of  an  area  of  country  equal  to  25,000 
square  miles,  (or  greater  than  the  areas  of  tlie 
States  uf  Massachusetts,  New  Hampshire,  Connec- 
ticut, and  Rhode  Island,  which  have  a  population 
of  over  2,000,000,  and  2,500  miles  of  railroad), 
with  a  population  of  800,000,  or  about  one-third 
of  that  of  the  States  named.  For  the  trade  of 
this  immense  region  the  Delaware  Valley,  which  is 
a  deep  gorge  in  the  convenient  direction  both  to 
New  York  and  Philadelphia,  for  nearly  one  hun- 
dred miles,  through  lofty  ranges  of  mountains, 
must  be  taken.  Through  this  valley  the  Erie 
road  has  selected  the  only  practicable  route.  Al- 
though the  country  dependent  upon  this  road  is 
only  thinly  settled,  as  the  above  statement  shows, 
its  capacities  for  future  improvement  is  much 
above  the  average  for  the  whole  country.  It  pos- 
sesses an  excellent  soil,  while  the  road  follows 
upon  the  northern  boundary  of  the  great  coal  and 
iro^i  fields  of  Pennsylvania.  Coal  and  irqp  arc  the 
prime  elements  in  the  prosperity  and  wealth  of 
ever>  people,  and  when,  as  upon  the  line  of  the 
Erii  road,  they  lie  under  a  rich  soil,  such  a  fortu 
na  concurrence  of  such  circumstances  is  certain 
t  )  create  a  manufacturing  interest,  paramount, 
often,  in  importance,  to  any  other.  Upon  the  line 
of  the  Erie  Railroad,  therefrom,  must  grow  up 
immense  manufacturing  communities,  for  the  pro- 
ducts of  which  the  road  will  supply  an  outlet  in 
either  direction.  As  yet  the  road  has  derived 
little  advantage  from  the  source  of  prospective  in- 
come. The  local  earnings  of  the  road  thus  far, 
have  been  from  the  carriage  of  lumber,  and  agri- 
cultural products,  which  in  amount  equal  only  a 
tithe  of  what  the  country  is  ultimately  capable 
of  furnishing.  The  road  has  been  in  operation 
for  three  years  only.  A  considerable  time  must 
always  elapse,  before  any  road  is  in  receipt  of  the 
appropriate  business  of  its  route.  Its  trade  has 
been  accustomed  to  other  channels,  or  the  people 
on  its  line  have  not  had  time  to  adapt  their  labor 
and  industry  to  the  new  channel  opened  for  them. 
The  earnings  of  the  Erie  Railroad  from  local  traf- 
fic are  by  no  means  a  criterion  of  what  they  are 
to  be.  The  population  on  its  route  is  increasing 
much  faster  than  the  ratio  for  the  nation,  while  the 
experience  both  of  American  and  English  roads 
shows,  that  the  traffic  of  the  same  number  of  peo- 
ple increases  at  a  rale  of  from  10  to  15  per  cent, 
annually.  If  with  such  an  imperfeot  development 
of  the  resources  of  the  countiy  upon  its  line,  the 
earnings  of  the  Erie  Road  have  been  equal,  upon 
its  mileage  and  cost,  to  those  of  the  best  establish- 
ed and  most  productive  railroads  in  the  country, 
what  may  we  not  anticipate,  when  time  shall  allow 
its  resources  to  become  more  perfectly  developed  ? 

As  before  stated,  tho  country,  the  local  traffic 
of  which  is  commanded  by  the  Erie  Railroad,  is 
equal  to  an  area  of  25,000  square  miles,  exceeding 
tint  of  four  New  Eogla:  d  States,  having  2,500 
miles  of  railroad,  costing  over  ©100,000,000.— 
Tiore  is.  no  doubt  that  the  natural  resources  of 
th(e  ter.itory  upon  the  Erie  road  are  much  greater 
thjao  any  portion  of  New  England.  Neither  is 
there  a  doubt  but  that  the  inhabitants  of  the  for- 
mer are  capable  of  suppljin^  a  traffic  U>  «  rail- 


road equal  to  that  of  the  States  named.  Allowing 
the  ratio  to  be  the  same,  the  receipts  on  the  Erie 
road  per  ton,  or  for  passengers  moved,  are  tincc 
as  great  as  upon  New  England  roads,  as  the  re- 
turns of  the  latter  show  both  freight  and  passen- 
gers to  be  carried  iwire  as  far  upon  the  former,  as 
upon  the  lattiT.  The  receipts  "pon  all  the  Massa- 
chusetts railroads  for  1853,  were  S8,96C,000,  which 
is  nearly  nine  dollars  to  every  inhabitant  of  the 
State.  Estimating  the  receipts  per  inhabitant  on 
the  Erie  Railroad,  only  to  equal  those  of  the  Mass- 
achusetts roads,  this  would  give  a  total  of  S5,- 
950,000  for  way  traffic  alone.  Now  although  this 
exceeds  the  amount  yet  received,  it  is  only  be- 
cause the  local  business  is  not  yet  developed. — 
There  is  no  doubt  that  within  two  years  this  sum 
will  be  exceeded  now  that  the  average  earnings 
per  person  will  go  beyond  those  of  the  Massachu- 
setts roads.  In  addition,  the  population  of  the 
country  tributary  to  the  Erie  Railroad  is  increas- 
ing at  the  rate  of  five  per  cent  annually,  which  is 
twice  as  great  as  the  increase  of  the  New  England 
States,  and  will  soon  exceed  per  mile  the  average  for 
tnoStates  named.  Tho  average  for  New  York  «lone 
would  give  the  country  dependent  upon  the  Erie 
Railroad  a  population  of  1,700,000,  or  nearly  three 
times  its  present  nnmber.  But  the  business  of  a 
road  increases  mnch  faster  than  the  population  on 
its  line,  as  such  increase  implies  a  greater  devel- 
opment of  commercial  and  manufacturing  inter- 
ests, which  supply  to  railroads  a  much  larger  traf- 
fic than  agriculture. 

Persons  residing  at  either  end  of  the  Erie  road 
have  but  a  faint  conception  of  the  amount  of  traf- 
fic between  different  parts  of  its  line.  A  New 
Yorker  naturally  supposes  that  all  the  business  of 
the  road  comes  to,  amd  leaves  that  city.  This  is 
so  far  from  being  the  fact,  that  the  receipts  betioetn 
the  different  stations  upon  its  line  arc  much  great- 
er than  the  receipts  from  way  business  at  both 
termini,  and  greater  than  the  through  receipts. — 
The  following  statement  will  show  the  proportion 
of  receipts  from  through  and  way  business,  com- 
pared with  those  from  traffic,  between  stations  for 
1852:—      -,r:  -,.->-;«•*•.> 

Receipts  ftom  through  passen^rs $409,736 

"      between  way  stations  and  tcr- 

:^->r     mini 323,012 

"      fte<w«.c/»  way  .stations /m^w 039,645 


Total  pa8.«onger  earnings ...... ...  $1,372,272 

Receipts  fi"om /Arwiiif A  freight..'..  ..-.'.       644,606 

"      between  way  stations  and  ter- 
mini         628,538 

"       between  way  stations  <m/y.. .       739,116 


ToUl  Freight  earnings Sl,813,269 

"     Passenger    "       •>•<:♦» 1,372^272 

Total  earnings 8,184,631 

Total  earnings  between  stationsSl, 378,641 ;    or 
more  than  40  per  cent,  of  the  whole  ! 
The  proportion  for  1853  is  as  follows  : 

7%ro«^A  Passengers S474,291 

Way  do 418,476 

Passengers  between  termini 738,167 

Total .Vi*?.;.-iir?.*.  $1,630,924 

Through  Freight 916,669 

Way  do 687,010 

Freight  between  stations 956,064 


Total 2,459,743 

Passenger  receipts 1,680,669 


ToUlearniBg* 84,090,412 
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ToUl  earniDgs  between  sUtious  $1,694,219  ;  or 
41  per  cent,  of  the  gross  caruings. 

The  proportion  of  the  receipts  for  1863,  from 
the  above  sources,  are  as  follows : 

Between  way  stations 1,094.319 

"  "      and  termini 1,005,480 

Through  business 1,390,900 


S4,090,e05 
The  above  result  shows  the  existance  of  a  vast 
traffic  on  the  Erie  Railroad,  which  has  been  com- 
pletely hidden  from  public  observation,  and  of 
which  we  are  confldent  no  competent  idea  has 
been  formed.  Yet  the  gross  receipts  from  this 
source  the  past  year  were  greater  than  the  interest 
on  the  entire  fundei  debt  of  the  company.  They 
are  increasing  with  equal  ratio  to  the  receipts 
from  other  sources.  They  are  from  a  local  busi- 
ness that  never  can  be  drawn  off  by  other 
lines,  and  for  the  accommodation  of  which  the 
company  can  always  charge  remunerating  rates. 
The  general  belief  is,  that  the  success  of  the  Erie 
Railroad  depends  upon  its  ability  to  compete  with 
other  lines  for  through  business ;  and  the  stock 
rises  and  falls  jast  in  proportion  to  its  reputed  ad- 
vantage or  inferiority  in  this  particula  .  Yet 
there  is  no  road  in  the  United  States  whose  suc- 
cess is  more  independent  of  its  through  business, 
and  none  that  holds  ita  local  traffic,  which  consti- 
tutes the  main  resource  of  all  roads,  with  a  moB% 
secure  grasp. 

As  before  stated,  the  value  of  the  Erie  Railroad 
is  vastly  increased  by  its  proximity  to  the  cnal 
fields.  This  coal  is  an  element  which  in  time  will 
double  the  business  of  the  road.  Its  transporta- 
tion at  present  is  already  an  item  of  considerable 
importance.  It  is  coal  from  the  Susquehanna 
Valley  which  is  soon  to  be  the  fuel  of  Central 
New  York.  To  reach  this  coal,  every  considera- 
ble town  of  the  central  part  of  the  State  is  push- 
ing, or  has  constructed  a  railroad  into  the  Susque- 
hanna Valley.  Nearly  all  these  roads  have  or  will 
have  their  northern  termini  on  the  lakes.  To  re- 
duce the  cost  of  transportation,  the  coal  trains 
will  take  a  return  freight  of  western  produce, 
which  will  be  thrown  upon  the  Erie  road  at  the 
several  points  of  intersection  with  it.  All  these 
roads  have  the  Erie  gauge,  which  secures  to  the 
latter  their  business.  A  net  work  of  roads  tribu- 
tary to  the  Erie  is  thus  being  constructed,  such  as 
no  road  in  the  United  States,  and,  we  may  say,  in 
the  world,  possesses.  The  construction  of  these 
roads  vastly  enlarges  the  area  from  which  the 
Erie  will  draw  its  trade,  and  gives  to  the  traveller 
from  the  central,  or  western  portion  of  the  State, 
as  well  as  trom  Canada  and  the  West,  the  option 
of  the  Erie  route  to  New  York,  over  any  other. 

The  tributary  roads  already  constructed  and 
entering  the  Erie  from  the  North  are  the  Syracuse 
and  Binghamton  (to  be  opened  for  traffic  on  the 
16th  histant)  80  miles  long;  the  Cayuga  and  Sus- 
quehanna 33  miles,  and  connecting  the  Erie  road 
with  Cayuga  Lake ;  the  Elmira,  Canandaigua  and 
Niagara  Falls,  168  miles ;  connecting  the  Erie  both 
with  Lake  Erie  and  Lake  Ontario;  the  Buffalo, 
Coming,  and  New  York  100  miles;  the  Buffalo 
Corning  and  New  York  City,  91  miles,  and  connec- 
ting the  Erie  by  the  vhortest  route  with  Buffalo. 
The  agjgregate  length  of  these  tributaries  is  472 
miles,  or  greater  than  the  mileage  o  t  the  Main 
Trunk.  The  tributaries  completed,  and  entering 
the  £ct«  <m  tiie  SoaUi,  are  the  Delaware,  Lacka* 


wanna  and  Western,  50  miles  long;  theBlossburghi  Louis,  and  Milwaukee,  is  enormous,  and  for  which 
and  Corning,  40  miles ;  and  the  Williamspor!  and'  the  Erie  road  comes  in  for  its  full  .share.  In  addi- 
Elmira,  75  miles  long.  AH  these  roads  counectj  tion  to  the  business  of  the  West,  the  Ca/itwias  have 
the  Erie  at  different  points,  with  the  Pennsylvania'  been  commercially  annexed  to  the  United  Stales, 


coal  fields,  for  the  products  of  which  the  Erie  road 
acts  as  a  medium  for  distribution  throughout  the 
State.     The  total  length  of  the  above  tributaries 


only  within  the  month  just  closed,  au^l  hereafter, 
the  greater  part  of  the  trade  of  these  Provinces 
will  seek  a  New  York  market  over  our  own  aven- 


are  037  miles,  or  more  than  one-third  greater'  ues.  The  above  measure  will  add  very  largely  to 
than  the  Erie  road.  The  former  hhve  been  too  rer  the  business  of  all  roads  having  a  direction  to- 
cently  completed  to  have  their  full  effect  shows  in!  wards  the  iMkes.     When  we  consider  the  immense 


the  receipts  of  the  Erie,  but  they  must  collect  and 
bring  to  it  an  immense  traffic,  which  can  have  no 
other  outlet ;  a  business  which  cost  nothing  to  se- 
cure, and  which  can  be  transported  at  compara- 
tively low  rates,  from  the  fact  that  it  is  received 
in  large  quantities,  to  be  carried  long  distances. 

In  addition  to  the  tributary  roads  in  operation, 
there  is  nearly  an  equal  length  of  line  in  progress. 
Among  these,  the  early  construction  of  which  may 
be  regarded  as  certain,  are  the  Albany  and  Bing- 
hamton, 140  miles  ;  the  Utica  and  Binghamton 
85  miles ;  the  Lake  Ontario,  Auburn  and  South- 
ern, 75  miles;  the  Alleghany  Valley,  180  miles; 
and  the  Little  Valley,  82  milett ;  making  an  aggre- 
gate of  562  miles.  All  have  the  gauge  of  the 
Erie  road.  All  of  these  roads  whose  aggregate 
length  is  1634  miles,  strike  the  Erie  at,  or  above, 
Binghaniton,  a  distance  of  215  miles  from  New 
York ;  so  that  the  latter  will  have  the  carriage  for 
this  distance  of  all  the  business  brought  to  it.  We 
believe  that  Elmira,  274  miles  from  New  York, 
may  be  taken  as  the  average  distance  from  that 
city  of  the  intersection  of  the  connecting  roads, 
which  will  increase  the  distance  over  which  the 
tributary  freight  will  be  carried  to  274  miles. — 
The  roads  entering  the  Erie  on  the  North,  traverse 
the  best  and  most  productive  portions  of  New 
York,  while  those  entering  it  from  Pennsylvania, 
connect  it  with  an  equally  productive  soil,  under 
laid  by  vast  mineral  deposits. 

It  will  be  sufficient  to  speak  of  the  through  busi 
ness  of  the  road  in  gcneial  terms.  The  fact  that 
it  connects  by  a  favorable  route,  our  great  Inland 
Seas  with  the  eastern  metropolis,  is  of  itself  evi- 
dence of  what  must  be  the  magnitude  of  its 
through  traffic.  Nearly  the  whole  of  the  wheat, 
flour,  com,  beef -and  pork  brought  to  the  New 
York  markets,  is  previously  floa'ed  on  Lake  Erie. 
A  very  large  portion  of  the  beef  cattle  for  the 
daily  supply  of  our  market,  comes  from  the  West 
all  »f  which  are  now  transported  on  railroads. — 
The  tonnage  of  the  produce  from  Western  States 
alone,  received  at  Albany,  by  way  of  the  Erie  can- 
al, the  past  year,  exceeded  1,200,000  tons.  The 
travel  between  New  York  and  such  cities  as  Buf- 
falo, Cleveland,  Detroit,  Cincinnati,  Chicago,  St. 
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demand  that  the  New  York  market  creaU  s  for 
various  articles  of  food  that  will  not  bear  trans- 
portation by  water,  and  that  for  ail  articles,  the 
canal  is  closed  five  months  of  the  year,  and  the 
immense  amount  of  produce  of  various  kinds  that 
is  constantly  pressing  forward  to  the  great  mar- 
kets, it  requires  no  argument  to  satisfy  any  jierson 
that  it  is  not  traffic  but  good  managenithl,  that  the 
Erie  railroad  wants  to  render  it  entirely  succes^ful. 

How  has  the  result  thus  far  justilied  the  expec-  • 
tations  that  would  be  formed  from  a  careful  examin- 
ation of  the  resources  of  the  route  of  the  road — in 
other  words ;  how  have  the  earnings  of  the  road 
corresponded  with  those  oi other  roads  under  similar 
circumstances  \  for  it  is  only  by  comparison  that 
we  can  measure  the  degree  of  its  Fuccess. 

The  Erie  road  was  oi>ened  in  the  summer  of 
1851,  and  has  consequently  been  in  operation  three 
years.     The  earnings  for  that  period  have  been — 

For  the  year  ending  Sept.,  30,  1852.a3,318,725  79 

*1853.   4,500,902  30 
"  "  1854.  6,500,000  00 

*( August  and  September  estimated.) 
The  above  statement  shows  a  result,  which  in 
amount,  or  ratio  of  increase  of  earnings  has  never 
been  equalled  by  any  road  in  this  country.     The  • 
earnings  per  mile  the  first  year  after  its  opening 
were  S7,152;    for  the  second,  $9,523;  the  third 
$11,852.     The  rate  of  increase  for  the  second  year 
over  the  first  was  30  per  cent. ,  for  the  third  year  ' 
over  the  second,  23  per  cnt.     Estimating  the  in- 
crease for  1855  at  only  15  per  cent  over  1851,  the 
total  earnings  will  be  $6,300,000,  and  the  earn- 
ings per  mile  nearly   $14,000.     Whtn   vye  remem- 
ber that  the  amount  of  earnings  of  a  Railroad   de- 
pend upon  the  time  it  has   been   opened    for    traffic, 
cerfainly  the  success  of  the  Erie  Railroad  has  been 
without  parallel.     For  the  purposn  of  showing  tho 
degree  of  this  success,  we  annex   the  following 
comparative  statement  of  the  cost,  cost  per  mile, 
earnings,  earnings  per  mile  and  per  centage  of  gross 
earnings  upon  cos'.,  of  the  Erie,  Western  and  Bos- 
ton and  Worcester  railroads,  for  a  series  of  years. 
We  compare  the  Erie  with  the  two  latter,  as  they 
rank  not  only  among  the  most  expensive,  but  the 
best  managed  and  most  productive  riiilroads   in 
the  country. 
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Year. 


Cost. 


Do.        Earnings.      Do. 


.iiSfo'- 


1842.. 
1843.. 
1844.. 
1845.. 


$7,087,208 
7,601,200 
7,686,200 
1846..  7,741,700 
1847..  8,185,800 
1848..  8,769,500 
1849..  9,908,100 
1850..  9,926,900 
1861..  9,963,700 
1852..  9,963,700 
1868..  9,963^1 


per  mile. 

i-  ■  '^i^ >-' 

$46]i41 
47,777 
48,910 
49,310 
62,140 
56,213 
63,818 
63,222 
63,463 
63.463 


per  mile. 

$612,689  $3,271 
513,882  3,655 


752,753 
813,480 
878,418 
1,326,327 
1,332,068 
1,343,810 
1,369,810 
1,363,895 
1,339,873 


63,896    1,625,223 


4,800 
6,179 
6,696 
8,441 
8,484 
8,659 
8,733 
8,723 
8,664 
9JU 


P3  » 


8 
10 

10  1-2 

11  1-2 
16  1-4 
16  1-4 
14 

13  4-5 
13  1-2 
18  1-2 
15  1.3 


Cost.        Do.       Earnings.     Do. 


per  mile. 

$2,764,396  $58,045  $349,207 

2,836,200  59,657  3«3,3fi7 

2,914,078  61,187  426,403 

2,900,000  60,892  4»7,455 

3.485,232  07,094  654,712 

4,113,609  77,983  722,170 

4  650,392  70,345  716,284 

4^908,332  71,915  703,301 

4,882.648  71,640  767,947 

4,862,784  71,249  743,9:i2 

4,845,966  71,032  758,819 

4,860,784  71,073  887,219 


per  mile. 

$7,332 
8,948 
8,963 
1U.237 
10,771 
13,096 
10,801 
10,616 
11,460 
11,229 
11,454 
13,392 


e 

13  1-2 

14  2  3 
lO^J-4 
16 

17 
10  1-2 

15  1-2 

14  2-8 

15  1-2 

15  13 

16  1-2 
18 
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FRiE    KAH.ROAD. 


I 


O 


Cost. 


Do. 
per  mile. 


Earnings.    Do. 
per  mile. 


'62.. $27 ,651,206  S59,334  S3,318,725  $7,152  12 
'63..  31,222,834  67,204  4,318,962  9,523  14 
'64..  34,600,000     74,863    5,500,000   11,852    15 

The  Western  Railroad  was  opened  in  1841.  We 
have  shown  the  earnings  of  the  Erie  road  for  the 
past  three  years  of  its  operation  to  have  been  not 
only  vastly  greater  i)er  mile,  but  in  much  greater 
ratio  on  its  cost,  than  the  Western,  proving  the 
route  to  be  greatly  superior  in  a  business  point  of 
view.  The  receipts  of  the  Western  road  for  the 
past  year  only,  or  I'.i  years  from  its  completion, 
rej'ched  the  amount  of  earnings  per  mile  of  the 
Erie  for  the  second  year  of  its  operation.  The  first 
year  after  the  completion  of  the  latte»,  its  earnings 
per  mile  were  nearly  23^3  times  greater  than  those 
of  the  Western  at  a  corrtsponding  period.  The 
second,  more  than  thrre  times,  and  the  third  fully 
■  three  times.  At  a  similar  rate  of  increase,  the  bu- 
siness capacities  of  the  route  of  the  Erie  Railroad 
will  be  three  times  greater  than  that  of  the  West 
era;  yet  the  Western  has  cost  nearly  as  much  per 
mile,  is  a  more  expensive  road  to  run,  yet  it  has 
been  a  regular  eight  per  cent  stock  for  several 
years  past.  The  Boston  and  Worcester  Raihoad 
was  opened  in  1836,  and  for  the  first  three  years 
its  earnings  per  mile  did  not  equal  one-third  the 
earnings  of  the  Erie.  It  has  been  in  operation 
seven  years,  before  it  reached  the  sum  per  mile 
earned  by  the  Erie  the  first  year  after  its  opening. 
Both  the  Western  and  the  Boston  and  Worcester 
have  routes  the  most  favorable  possible  for  a  large 
business,  traverse  a  country  much  more  densely 
inhabited  than  the  line  of  the  Erie,  a  country  filled 
with  manufacturing  establishments,  and  crowded 
with  a  busy,  active  and  industrious  people.  T^ey 
are  the  two  great  railroad  corporations  of  Massa- 
chusetts, bearing  the  largest  earnings,  ranking 
as  her  most  expensive  works  per  mile,  and  at 
the  same  time  the  most  successful  and  productive. 
Yet  they  are  much  less  productive  on  the  cost 
than  Erie  and  vastly  less  so  per  mile. 

A  comparison  of  earniugs  per  mile  is  a  much 
better  test  of  the  value  of  the  route  of  the  Erie 
Railroad  than  the  ratio  of  earnings  upon  cost,  as 
neither  in  excellence  of  construction  or  equip- 
ment, did  the  Western  or  Boston  and  Worcester 
compare  with  what  Erie  was  at  a  corresponding 
period.    It  required  ten  years  to  place  the  former 

in  as  good  condition  as  the  Erie  u  at  the  present 
moment.  The  rate  of  earnings  per  mile  show  the 
relative  businr-ss  capacities  of  the  several  routes. 
With  an  equally  economic  expenditure,  the  profits 
of  the  several  roads  would  be  in  proportion  to  re- 
,ceipts.  It  can  be  operated  at  a  cheaper  rate, 
from  its  greater  length,  and  business,  in  conse- 
quence of  which  a  train  is  never  moved  that  does 
not  run  an  economical  distance,  and  with  a  fall 
load.  The  route  of  the  Erie  Road  is  on  the  whole 
more  favorable  in  its  alignment  and  grades,  while 
the  article  of  fuel  does  not  cost  that  company 
m'^re  than  one-half  of  what  it  costs  on  the  Massa- 
chusetts roads. 

The  earnings  of  the  Erie  Railroad  Company 
compare  equally  favorably  with  those  of  the  New 
York  Central.  The  mileage  of  the  latter  Is  some 
60  miles  greater,  and  its  total  cost  some  $4,000,000 


greater,  while  both  the  road  and  the  rolling  stock 
of  the  former  is  in  much  better  condition.  Yet 
the  earnings  of  the  Erie  for  the  present  year  will 
fully  equal  those  of  the  Central.  The  earnings  of 
both  for  the  first  six  months  of  the  present  year 
have  been  as  follows: 

Erie.  Central. 

January $368,644  $328,690 

February 345,026  309,648 

March 476,316  429,069 

April 616,632  526,020 

May 489,089  511888 

June 398,750  492,734 


Total $2,694,257  $2,698,049 

The  earnings  of  the  Erie  for  June,  would  proba- 
bly have  equalled  those  of  the  Central,  but  for 
the  engineer's  strike,  which  materially  interfered 
with  the  operations  of  the  road,  making  the  total 
receipts  of  E'ie  exceed  those  of  the  Central  by 
$100,000,  and  showing  the  former  to  have  a  better 
line  for  business,  notwithstanding  the  Central  tra- 
verses, from  Albany  to  Buffalo,  one  continued  vil> 
lage.  But  the  Central  line  had  been  in  operation 
ten  years  before  the  Erie  was  opened.  A  sufl- 
cient  time  had  elapsed,  therefore,  for  the  thorough 
development  of  its  business  ;  while  upon  the  line 
of  Erie,  this  process  has  just  commenced.  At  the 
time  of  the  opening  of  the  Central,  the  population 
upon  its  route  was  much  greater  than  upon  that 
of  the  Erie  road,  while  its  earnings  for  the  first 
three  years  of  its  operation  were  only  about  one- 
third  as  great,  as  will  be  .seen  by  the  following 
statement ; 

Years.                      per  mile.  Earnings. 

1844 $8,617  $1,142,204 

1846 4,036  1,311,811 

1846 4,463  1,454,630 

If  the  route  of  the  Erie  road  yield  twice  ag 
much  per  mile  as  those  ot  the  Western  and  Boston 
&,  Worcester  and  Central,  at  corresponding  periods 
of  their  operation,  while  the  cost  of  the  former, 
in  eqnally  good  condition  will  not  exceed  that  of  the 
latter  by  more  than  15  per  cent.,  why  should  not  the 
value  of  the  two  be  in  the  ratio  to  their  earnings, 
and  when  the  Western  and  Boston  and  Worcester 
and  Central,  stocks  are  at  par,  why  should  not 
Erie  be  at  150 1 

The  above  question  cannot  be  answered  in  the 
negative,  except  by  saying  that  the  Erie  road  has 
not  been  well  managed.  This  is  the  explanation, 
and  the  true  one.     The   road  is  admirably  con-  over,    and  the  former  ckieftain 


ment  should  have  been  delegated  to  competent 
and  experienced  men.  This  was  not  done,  and 
the  directors  were  consequently  forced  to  assume 
functions  for  which  they  were  not  qualified,  and 
submit  to  impositions  and  abuses  which  they  were 
not  able  to  detect,  or  remedy.  An  inefficient  in- 
competent, and  in  some  respects,  a  corrupt  sys- 
tem of  management,  was  the  result,  and  which 
has  required  the  utmost  eflbrts  of  the  directors  to 
reform.  As  severe  as  were  our  criticisms  upon  the 
;><u2  management  of  this  company,  we  do  believe 
there  is  a  director  who  does  not  feel  that  they 
were  justified  by  the  facts ;  and  that,  without  the 
reforms  that  have  been  efffected,  and  which  are 
still  going  on,  the  road  could  not  have  been  made 
a  profitable  one.    •'.■[.-.  \ ■"■''' J]':   ■■'-■; 

It  is  not  necessary  here  to  point  out  the  mistakes 
in  the  management  of  the  Erie  road,  as  we  be- 
lieve they  are  beginning  to  be  understood,  and  that 
time  is  only  wanting  to  render  them  Ailly  so.  The 
person  to  correct  these  abuses,  and  render  the 
Erie  road  what  it  is  capable  of  being — a  successful 
work — is  a  Superintendent  who  unites  training, 
with  a  mind  full  of  expedients;  an  iron  will,  with 
affability  of  manner ;  the  closest  adherence  to 
method  with  expansive  and  liberal  views ;  and  to 
crown  the  whole,  a  man  of  unsullied  charac- 
ter, always  intent  upon  a  conscientious  discharge 
of  his  duties.  Such  a  mas  we  believe  fills  this  of- 
fice at  the  prttent  time.  Already  has  ho  effected 
important  reforms,  and  brought  the  road  up  to 
a  standard  of  efficiency  never  known  before. — 
Every  sinecure  has  been  abolished.  Under  the 
old  regime,  there  was  at  the  most  considerable 
points  on  the  line,  an  orgnaization  which  was  an  al- 
most exact  miniature  of  that  at  head  quarters. — 
There  was  a  chief  with  a  salary,  say,  of  $2,000 
per  annum.  This  salary  implied  a  dignity  which 
rendered  nearly  all  kinds  of  labor  incompatible. 
An  assistant  was  therefore  allowed,  with  a  salary 
say  of  $1,200.  Sucn  further  dignity  required  a 
clerk  with  a  salary  of  $800,  and  a  second  assistant 
with  a  salary  of  $600.  The  man  at  the  foot  of 
the  ladder  was  expected  to  do  the  most  of  the 
work ;  but  as  all  ideas,  especially  such  as  ii:sist 
upon  the  vulgarity  and  inconvenience  of  labor,  are 
very  contagions,  the  man-of-all-work  soon  imita- 
ted his  superiors,  and  shirked  everything  he 
could.    All  these  lofty  fabrics  have  been  tumbled 

suddenly  finds 


strncted  and  has  an  ample  business,  yet  it  has 
failed  to  be  productive.  We  do  not  believe  that 
the  net  have  thus  far  exceeded  one  third_the  gross 
earnings.  We  have  already  alluded  to  the  cause 
of  this  want  of  success.  It  arose  primarily  from 
the  lack  of  a  direct  personal  interest  in  the  flnan- 
ci»l,  or  pecuniary  success  of  the  road  ;  the  grand 
object  being  to  complete  the  road  irrespective  of  its 
cost.  This  feeling  imperceptibly  rendered  the  di- 
rectors less  vigilant  as  to  the  economy  of  i  zpendi- 
ture,  and  accountability  of  subordinates,  who  in 
time  began  to  use  their  positions,  to  make  the 
most  out  of  tlie  work  of  construction,  in<>t'>ad  of 
helping  forward  with  zeal  and  energy,  such  a  re- 
sult. Another  great  mistake  was  .the  neglect  of 
the  company  to  employ  a  competent  Chief  Engi- 
neet  dnring  the  progress  of  the  work.  No  body 
of  men  could  have  rendered  more  efficient  service 
in  raising  money  for  the  work.  But  there,  their 
fhnctions  should  have  ceased.     The  superinten* 


himself  living  upon  a  moderate  salary,  with  the 
duties  of  boss,  assistant,  clerk,  and  man-of-all- 
work,  centered  in  one  person — himself.  The  re- 
sult is  a  very  large  saving  of  money,  with  a  much 
more  efficient  service. 

Another  reform,  (for  we  have  only  time  to  refer 
to  but  few,)  has  been  the  discharge  of  some  40 
engineers,  and  an  equal  number  of  firemen.  With 
so  large  an  equipment  as  that  upon  the  Erie  road, 
there  are,  upon  the  average,  40  locomotives  in  or- 
dinary, undergoing  repaurs.  Under  the  former 
management  the  engineer  and  fireman  as  a  matter 
of  course  were  allowed  a  furlough,  with  fall  pay, 
while  their  engine  was  in  the  repair  shop ;  so  that 
the  company  from  this  cause,  had  some  80  idlers 
constantly  under  pay,  which  had  not  only  a  direct 
tendency  to  incapaciute  them  for  faithful  service, 
but  to  spread  a  spirit  of  insubordination  tbroo^h- 
out  the  whole  line.  The  system  which  prevailed 
was  a  direct  premium  for  bad  conduct,  for  an  en- 


dence  of  the  wor)t  of  coostraction  «Bd  maoii^l^eer  had  only  to  disable  his  eofine  to  be  freed 
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from  duty !  The  rule  now  adopted,  is  'no  work, 
DO  pA7<"  The  interest  of  the  company  and  the 
engineer  are  at  once  rendered  harmonious,  to  the 
vast  benefit  of  the  former.  The  latter  takes  good 
care  of  his  machine  as  a  means  of  keeping  his 
place.  Under  the  old  system  the  engineer  was  ar- 
rogant, unaccommodatii  g  and  exacting.  For  a 
driver  of  a  passenger  locomotive  to  take  a  freight 
engine  was  considered  entirelj  beneath  the  digni- 
ty of  an  engineer.  Now  thtrv.'  is  a  laudable  desire 
to  be  "generally  useful"  aud  every  engineer  on  the 
road  stands  ready  to  fill  any  place  assigned  him. 
The  company  are  already  the  gainers  by  the  re- 
cent erruutc  on  the  road,  which  was  an  attempted 
resistance  of  the  engineers  to  the  reforms  that 
were  being  carried  out.  The  triumph  of  the  com- 
pany was  a  triumph  of  principle  and  good  manage- 
ment over  selfishness  and  insubordination.  Other 
reforms  equally  useful  are  going  oi,  great  leaks  are 
being  stopped  in  the  department  of  repairs,  both 
of  road  and  equipment.  A  more  rigid  system  of 
accountability  of  agents  has  been  put  in  force. 
Measures  have  been  taken  to  put  every  employee 
of  the  company  at  "hard  work."  By  the  simple  pro- 
cess of  cleaning,  aud  putting  in  order  the  axle  bear- 
ings of  the  rolling  stock,  it  has  beeu  made  nearly 
twice  as  effective  as  formerly.  By  an  arrangemeot 
now  perfected,  the  superintendent  can  tell  at  any 
hour  in  the  day,  the  precise  location  of  every  car 
and  engine  on  the  line  of  the  road,  and  the  duty 

it  is  performing.  Formerly,  the  utmost  confusion 
prevailed  in  this  department,  so  much  so,  that  in 
the  greatest  press  of  business,  cars  in  perfect  or- 
der have  stood  for  months  upon  switches  without 
being  put  to  the  least  service,  aud  without  its  be- 
ing known  where  they  were.  All  these  reforms 
are  being  steadily  carried  out  as  fast  as  the  ground 
gained  can  be  held.  Perfected,  they  will  render 
the  £rie  Boad  what  il  has  the  capacity  of  being, 
the  great  road  of  the  country  both  in  the  amount 
of  its  business  and  income. 

We  have  stated  our  reasons  for  believing  the 
Erie  Bailroad  to  be  good  property,  provided  it  be 
well  managed.  Our  data  and  reasoning  from  them, 
are  before  the  public.  That  the  necessary  reforms 
will  be  efiected,  we  have  not  a  doubt.  The  present 
BuperinteDdent  appears  to  be  the  suitable  person 
to  accomplish  them.  If  be  be  not,  some  other 
man  must  and  wi'J  be  found.  He  has  in  his  favor 
a  wide  experience,  the  result  •f  a  long  training. 
He  is  practically  familiar  with  every  grade  of  ser- 
vice. His  moral  character  commands  respect,  and 
we  believe  he  is  serving  the  company  with  a  single 
eye.  We  think  him  the  proper  man  for  his  place. 
If  not,  the  right  man  must  be  found. 

The  road  is  in  admirable  condition.  The  equip- 
ment is  ample,  and  in  good  order.  The  superin- 
tendent informs  us  that  with  a  further  expendi- 
ture of  S200,000  the  present  season,  no  further 
sums  will  be  required  for  construction  for  the  e-n- 
suing  year.  The  road  itself  baa  been  kept  up,  to 
a  fault.  It  may  be  safely  stated  to  be  the  best 
built  and  best  conditioned  road  in  the  United 
States,  and  has  a  suflicieut  extent  of  double  track 
and  sidings  to  preclude  all  necessity  of  any  mate- 
rial iiurease  of  the  construction  account,  while  the 
increase  of  earnings  for  the  next  five  years  will 
exceed  10  i>er  cent,  per  annum.  I  he  construction 
account  during  the  same  period  will  not  equal  one- 
half  that  rate. 

We  do  not  propose  at  this  time  to  speak  parti- 


cularly of  the  profits  of  the  road.  Other  roads 
with  a  similar  ratio  of  earnings  to  cost,  are  profit- 
able. The  route  of  the  Erie  is  favorable  to  the 
economical  working  of  it.  If  the  earnings  for  the 
present  year  will  equal  S5,500,000,  we  see  no  rea- 
son why  one-half  of  this  sum,  or  $2,760,000 
should  not  be  net  earnings ;  a  sum  equal  to  8  per 
cent  on  a  cost  of  S34,600,000,  or  7  per  cent,  on  a 
cost  of  $39,000,000.  As  before  stated  the  road 
will  earn  a  dividend  on  its  cost  if  it  be  well  ma- 
naged. That  it  cannot  be  well  managed  is  a  pro- 
position which  we  will  not  admit  for  an  instant.  The 
earnings  for  1865  will  probably  exceed  $3,000,000, 
without  any  considerable  increase  of  the  construc- 
tion account.  Forty  per  cent,  of  this  sum  is  equal 
to  7  per  cent,  on  $34,600,000.     .;,  •    ^ ;.   ;;  : 

If  the  Erie  Readonly  lucked  good  management  to 
render  it  successful,  and  if  it  be  probable  that  it 
is  receiving  such  management,  are  not  the  hold- 
ers of  its  stock  and  securities  making  a  \>anton 
sacrifice  by  forcing  them  off  at  the  present  rates  1 
Is  there  any  reason  in  the  panic  which  (prevails  1  Is 
it  founded  on  any  well  grounded  conviction  1 
Would  it  not  be  more  rational  for  the  stock  and 
bond  holders  to  look  more  carefully  into  the  man 
agement  and  value  of  their  property,  instead  of 
blindly  giving  themselves  up  as  the  sport  of  every 
wind  that  blows? 


Superior  Performauce    of  a  Ijocoinotiirc« 

We  have  received  from  Richard  Norris  &  Son, 
a  memorandum  of  the  performance  of  one  of 
their  engines  upon  the  276  feet  grades  of  the 
"Mountain  track"  of  the  Virginia  Central  Rail- 
road. As  showing  what  locomotives  of  a  given 
description  can  accomplish  upon  such  inclinations, 
the  report  is  worth  publishing. 

The  engine,  "  Charles  Ellet,  Jr.,"  drew,  on  the 
9th  of  August,  over  the  276  feet  grades  of  the 
mountain  track,  three  loaded  eight  wheeled  cars, 
averaging  each  13)^  tons  in  weight,  being  a  whole 
load  of  above  40  tons.  The  grade  of  the  track  is 
276  feet  per  mile  from  west  to  east  on  straight 
lines  and  238  feet  on  curves  of  300  feet  radius. — 
The  pull  over  such  grades  is  two  miles   long. 

The  derails  of  this  engine,  as  furnished  to  us  by 
her  builders,  are  as  follows.  The  weight  on  the 
driving  wheels,  is  omitted. 

DESCRIPTION  OP   THE    LoCOMOTIVE    "  ChaRLES    El- 
LET,  JR." 

Cylinders  14  by  26  inches,  with  Norris's  half- 
stoke  valve.  Furnace  shell  outside  60  inches  long, 
44  laches,  wide  Throat  25  inches  deep.  Cylindrical 
part  of  boiler,  11  feet  long;  43>^  inches  diameter  at 
Throat,  and  42  inches  diameter  at  Smoke  Box 
end,  containing  134  2  icch  diameter  flues,  10  feet 
11  inches  long,  Driving  wheels  64  inches  diameter 
cqu|)led  7  feet  apart.  4  Truck  wheels  28  laches 

diameter.  The  extreme  bearing  points  of  wheels 
or  wheel  base  20  feet  6>^  inches.  The  engine  ar- 
ranged by  Mr.  Ellet's  directions  with  a  water  tank 
holding  100  Cubic  feet  of  water,  and  1  cord  of 
wood — all  complete  with  pump  attachments.  The 
hind  drivers  arranged  with  a  strap  and  pulley 
brake  of  great  power.  The  front  wheels  have 
Fire  on  8  inches  wide  without  flanges.  The  weight 
of  the  engine  is  as  follows : 

Engine  empty 41,166 

Wood  and  water 4,080 

2  men 320 

100  cubic  feet  of  water 10,000 

Weight  of  tank  and  wood 1,243 


lbs. 


II 
It 


Equal  ts  26^  tons. 


56,808 


The  gravity  of  136,000  lbs.  equal  to  the  weight 
of  engine  and  load,  upon  a  grade  of  278  feet  per 
mile,  would  be  7,072  lbs.  The  other  resistances 
of  the  engine  and  tender  could  not  be  estimated 
below  928  lbs.  making  a  total  resistance  of  8,000 
lbs.  to  be  overcome  by  the  tractive  power  of  the 
engine.  To  produce  such  a  power  it  would  be 
necessary  to  have  a  pressure  of  upwards  of  84  lbs. 
per  square  Inch  in  the  cylinder  of  the  engine.  Al- 
though we  have  often  supposed  the  pressure  in  the 
cylinders  of  locomotives  to  reach,  at  times,  100 
pounds  per  inch,  wc  have  seldom  found  that  the 
resistances  overcome  by  any  large  engines,  in 
"crack  trips' would  exceed  75  lbs.  pressure  on 
the  piston.  The  ability  of  the  engine  under  no- 
tice to  generate  and  apply  a  continuous  p^-essure 
of  84  lbs.  per  inch  of  the  piston  for  two  miles,  is 
proof  of  a  state  of  superior  efficiency. 

This  system  of  working  the  mountain  track 
with  tank  engines,  dispensing  with  the  incum- 
brance ann  gravity  of  the  tender,  appears  likely  to 
prove  very  successful. 


Hour  Bhmlionr  Railroads  Enter  the  ClCyt 

The  growing  dissatisfaclion  with  the  use  of  lo- 
comotives in  the  streets  is  throwing  upon  the  Hud- 
son River  road  the  solatioa  of  the  problem  of 
landing  their  passengers  "down  town"  in  tb« 
shortest  time  and  without  the  aid  of  the  ordinary 
motive  power  of  their  road.  The  limit  for  ap- 
proaching the  city  with  engines  is  perhaps  to  be 
fixed  as  high  as  12dth  street,  seven  miles  from 
the  Chambers  street  terminus  of  the  road.  From 
125th  street  we  presume  the  company  can  use 
horses,  but  only  at  increased  cost  and  with  greater 
delay  than  at  pretent.  One  hour  is  the  least  esti- 
mate of  time  in  which  the  distance  can  be  mn, 
enough  to  send  an  express  train  50  miles  on  its 
way  after  leaving  the  city. 

We  do  not  suppose  it  to  be  impracticable  to 
disguise  a  locomotive  as  was  formerly  attempted 
in  the  "  Dummy"  bv  which  all  smoke  might  be 
avoided,  as  well  as  all  noise  not  inseparable  ft-om 
the  ordinary  motion  of  a  passenger  car.  The 
writer  of  this  would  engage  to  build  one  which 
should  emit  neither  steam,  sparks  nor  smoke,  and 
which  by  no  sign  should  be  different  in  its  oat- 
ward  appearance  or  quietude  of  motion  ft-om  an 
ordinary  bag$:age  car.  By  using  steam  power 
there  would  be  less  danger  from  an  entire  train  so 
moved,  than  by  eight  or  ten  disconnected  cars  as 
now  drawn. 

But  the  very  intrusion  of  railroad  cars,  not  de- 
voted to  the  internal  traffic  of  the  city,  is  very  ob- 
jectionable in  our  crowded  thoroughfares.  At  any 
rate  of  speed,  or  stauding  still,  these  cars  are  tres- 
passers. The  only  object  In  running  tbroogh  the 
city  is  to  reach  the  terminus,  and  not  particularly 
for  any  benefits  to  be  dispensed  along  the 
route. 

The  road  can  avoid  the  streets  either  by  going 
over  or  under  them,  but  in  either  plan,  only  at  an 
enormous  expense.  The  elevated  track  would 
be  unsightly,  the  tunnel  disagreeable  to  passen- 
gers. 

But  by  stopping  their  trains  seven  miles  up 
town  and  transferring  their  passengers  to  a  steam- 
boat, the  Hudson  River  road  would  save  the  cost 
and  maintenance  of  any  great  structure,  elevated 
or  underground ;  the  cost  and  danger  of  running 
cars  by  horse  power  in  the  streets,  and  with  a  poe- 
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itive  gaftl  of  time  aud  an  increase  of  comfort  to 
their  passengers.  Let  us  see. 
:  -  The  time  of  running  by  locomotives  from  125th 
to  31st  street  is  about  20  minutes ;  detention  at 
31st  street,  5  minutes;  horse  power  to  Chambers 
street  30  minutes ;  time  consumed  in  securing  bag- 
gage say  15  minutes,  making  altogether  one  hour 
and  ten  minutes.  So  much  for  time,  now  for  com- 
fort. The  passage  of  the  Hudson  River  track  on 
West  street  is  anything  but  grateful  to  constitu- 
tions just  refreshed  by  the  perfume  of  new-mown 
hay  along  the  banks  of  the  river  and  beyond  the 
town.  A  current  episode,  from  the  facile  pen  of 
Willis,  will  be  understood  by  any  one  who  at- 
tempts the  passage  in  warm  weather.  Indepen- 
dent of  the  violation  of  olfactory  sensibility,  the 
heat,  aller  entering  the  city,  appears  to  increase 
with  the  approach  to  the  terminus.  In  Chambers 
street  the  claim  for  baggage  takes  the  tone  of  a 
personal  controversy  between  the  passenger  and 
the  hackmen. 

Dispensing  with  all  of  this  description,  the  lower 
three  or  four  miles  of  the  present  track  of  the 
Iludaon  River  road  are  well  known  to  be  the 
most  disagreeable  to  travellers,  as  well  as  the 
most  inconvenient  to  our  citizens. 

By  a  large  and  rapid  steamboat  the  distance  of 
seven  miles  could  be  accomplished  in  half  an  hour, 
while  by  running  the  baggage  cars  of  the  train  di- 
rectly upon  the  boat  the  whole  detention  at  125th 
street  would  not  exceed  five  minutes.  Upon  the 
boat,  the  passengers  would  have  a  pure  breeze, 
with  ample  time  to  clear  themselves  of  dust  and 
to  secure  and  arrange  their  baggage,  by  which 
they  could  proceed  to  their  destinations  as  soon 
as  they  should  leave  the  boat.  By  comparing  the 
two  systems  it  is  seen  that  half  an  hour  can  be 
saved,  besides  avoiding  much  positive  physical 
discomfort. 

It  is  submitted  that  the  cheapest  and  best  plan 
to  be  adopted  by  this  road  is  to  run  boats  from 
125th  to  Canal  streets,  tlie  latter  being  the  proper 
point  of  distribution  of  travel  entering  the  city. 

liarge  Railroad  Bridge*. 

Our  railroads,  among  all  our  public  works,  fur- 
nish some  of  the  boldest  and  largest  examples  of 
construction,  such  as  in  old  times  would  have 
made  an  empire  remarkable.  The  Britainia  bridge 
in  England  has  a  boldness  of  conception,  and  an 
impress  of  physical  force  exerted  in  its  construe 


by  seventeen  massive  stone  piers  and  abutments. 
The  estimated  cost  is  $760,000.  The  lower  floor 
Is  for  common  vehicles,  tbs  upper  for  cars.  Span- 
ning, as  it  does,  the  entire  valley  of  the  Illinois,  it 
can  be  seen  to  a  great  distance  up  and  down  the 
river,  and  the  effect  is  exceedingly  imposing. 


•,  tion  which  challenge   the  greatness  of  the  Egyp- 
"  tian  pyramids.    The  viaducts  of  England  surpass, 
^  except    in    lineal    extension,   the    aqueducts    of 
Rome. 

At  home,  engineering  skill  overcomes  great  na- 
..  tural  obstacles  by  structures  of  corresponding 
'character.    The  Eric  road  fuiuishcs  proniiucDt  il- 

■  lustrations  iti   its  Cascade   Bridge   and  Starrucca 
Viaduct.     Chasms  otherwise  impassable  are  cros- 

■  8«d  by  a  graceful  arch  at  a  single  kap  of  275  feet, 
'and  at  an  elevation  which  makes  the  brain  grow 

giddy  if  the  eye  pause  to  look  down. 

The  Lexington  and  Danville  Road  in  Kentucky, 
will  cross  the  Kentucky  River  by  one  of  the  bold- 
est suspension  bridges  on  the  globe,  1,200  feet  at 
a  clear  span. 
\  So  also  the  Bridge  of  the  Illinois  Central  Com- 
pany, over  the  Illinois  River,  at  La  Salle,  is  fully 
equal  to  any  structure  of  the  kind  in  America.  It 
extends  across  from  bluff  to  bluff;  is  more  than 
half  a  mile  long,  and  seventy  feet  high,  supported  j  mile. 


Cleveland  and  St.  LonU  Air  Line  Railroad. 

The  projectors  of  this  road  are  still  exerting 
themselves  to  push  it  forward,  although  encoun- 
tering new  and  rival  interests  every  season.  The 
particular  merit  of  this  road,  as  urged  by  its 
friends,  has  always  been  that  it  would  secure  a 
direct  line  of  but  625  miles  between  Cleveland 
and  St.  Louis.  This  distance  has  been  reduced, 
upon  survey,  to  510  miles.  To  gain  so  much  how- 
ever every  place  of  any  importance  in  Indiana  was 
left  fljf  from  the  line,  tut  it  will  be  seen  in  anoth- 
er part  of  our  present  issue  that  the  CrawfordsvMle 
and  Foi  t  Wayne  road  offers  a  route  of  but  514 
miles,  and  includes  all  the  important  and  flourish 
ing  villages  and  cities  of  Terre  Haute,  Crawford 
ville,  Frankfort  and  Fort  Wayne,  besides  important 
intermediate  towns. 

A  late  statement  issued  by  the  "  Air  Lin« 
interest,  sets  forth  its  objects  and  the  general  fea- 
tures of  the  proposed  work.  We  extract  a  portion 
descriptive  of  the  line,  that  our  readers  may  have 
the  means  for  comparing  and  judging  for  them- 
selves. 

This  enterprise  embraces  a  line  of  railway  ex- 
tending from  Cleveland  to  Paris,  in  the  Slate  of 
Illinois,  a  distance  of  3423'3  miles,  by  the  actual 
surveys  and  location  of  E.  Q.  Goddard,  Esq.,  the 
Chief  Engineers  of  the  companies,  upon  a  route 
differing  from  a  perfectly  straight  line,  between 
the  termini,  by  a  distance  of  only  three  miles. 

Thejine,  commencing  at  Cleveland,  passes  a- 
cr^ss  the  States  of  Ohio  and  Indiana,  and  about 
ten  miles  within  the  State  of  Illinois,  to  ajunctiou 
at  Paris  in  that  Slate,  with  the  Terre  Haute  and 
Alton  railroad,  now  under  construction,  aud  to  be 
(inished  in  June,  1865 ;  thus  affording  an  exten- 
sion of  the  line  to  the  city  of  St.  Louis,  the  whole 
forming  a  line  unexampled  in  this  country  for  its 
directuessand  low  grades,  and  to  which,  in  its  de- 
tails, the  attention  of  capitalists,  and  all  others 
interested  in  its  construction,  is  invited  with  great 
confidence. 

The  entire  distance  between  Cleveland  and  St. 
Louis,  by  this  line,  is  610  miles,  which  may  be  eas- 
ily reduced  by  improvements  west  of  Paris,  to  500 
miles. 

*****  /-rrcift 

The  whole  distance  from  Cleveland,  to  a  con- 
nection with  the  Terre  Haute  and  Alton  Road,  at 
Paris  in  Illinois,  is  342)^  miles,  which  does  not 
exceed  an  air  line  more  than  Ikree  miles,  or  one 
mile  in  every  114  miles.  Of  straight  line  there  are 
3301^  miles,  or  twenty-seven  twenty  eighths  of  the 
whole  distance,  rendei  ing  collisions  impossible. — 
Of  that  straight  line,  188  miles,  from  Tiflin,  in 
Ohio,  to  Lebanon,  in  Indiana,  are  continuous,  im- 
mediately preceded,  on  one  end,  by  a  straight  line 
of  26  miles,  aud  succeeded  on  the  other,  by  a 
straight  line  of  30  miles,  making  244  miles  of  con- 
tiguous straight  lines,  188  miles  of  which  are  c««- 
tinuous.  The  angles  connecting  these  lines  are  so 
slight  as  to  bo  of  no  practical  moment,  aud  the 
only  reason  wby  the  entire  244  miles  are  not  plac- 
ed in  a  single  straight  line  is  the  desirableness, 
arising  solely  from  business  relations,  of  reaching 
the  two  extreme  points,  TiflSn  and  Lebanon,  which 
otherwise  would  be  left  northward  from  one  to 
two  miles. 

West  of  the  Wabash  river,  near  the  westerly 
end  of  the  line,  occur  two  maximum  curves  of  1,- 
432.5  feet  radius.  Aside  from  these  there  are 
none  of  a  less  radius  than  2,865  feet,  while  the 
majority  have  a  radius  of  6,730  feet,  or  over  one 


The  maximum  grade  is  39>2  feet  per  mile,  and 
occurs  ascending  west  Aom  the  Wabash  River,  in 
all  5  70-lOOths  miles. 

Of  level  line  th'^re  are  75  86-100th8  miles  near 
ly  one  quarter  of  the  whole  distance. 

For  about  244  continuous  miles,  and  on  the 
straight  lines,  no  grades  exceed  21.12  feet  per  mile 
leaving  the  Acavier  grades  at  the  remote  ends  of  (h'. 
line. 

Trains  passing  ca&\,  ascend  no  grades  exceeding 
26.4  feet  per  mile,  and  are  favored  with  219  niileh 
of  level  and  descending  grades. 

St.  Louis  will  unquestionably  stand  midway  on 
one  of  the  great  lines  destined  to  be  speedily  con- 
structed to  the  Pacific  Ocean.  In  this  case  the 
Cleveland  and  St.  Louis  Railroad  must  form  an 
essential  and  important  part  of  such  a  line.  Its 
termiuHs  at  Cleveland  is  common  to  all  the  East- 
ern cities,  while,  with  the  Cleveland,  Terre  Haute 
and  Alton  and  St.  Louis  Railroads,  it  makes  a 
ino  absolutely  straight  from  Buffalo  to  St.  Louis. 
This  line  to  San  Francisco  will  be  found  shorter 
than  any  other. 


Charleston  and  Sa'ranaali  Rallroadt 

A  charter  was  obtained  last  winter  for  a  Rail 
road  to  connect,  by  the  shortest  route,  the  two 
cities  of  Charleston  and  Savannah.  On  the  se- 
cond of  February  last,  the  earliest  moment  at  which 
examinations  could  be  commenced,  John  McRae, 
Esq  ,  was  appointed  to  complete  surveys  of  the 
routes  practicable  for  the  proposed  road.  The  re- 
sults of  his  labors  are  before  us,  in  a  report  in 
which  several  routes  are  described  and  compar- 
ed. 

The  air  line  distance  between  the  depot  of  the 
North  Eastern  Railroad  Company  in  Charleston, 
and  the  depot  of  the  Central  Railroad  in  Savannah 
is  84^2  miles.  A  route  called  the  "  lower  route," 
crossing  the  Edisto,  Ashepoo,  Combahee,  Pocota- 
ligo,  and  Coosawhatchie  rivers  below  the  head  of 
schooner  navigation,  is  reported  to  be  104^  m'les 
long,  having  a  maximum  grade  of  21  feet  per  mile 
and  is  estimated  to  cost,  equipped  for  business, 
S2,039,251  79,  or  less  than  $20,000  per  mile. 

An  "  upper  route«"  crossing  the  same  streams 
above  the  head  of  schooner  navigation,  and  pass- 
ing 12  miles  south  of  Walterboro  in  Colleton  dis- 
trict, and  through  Coosawhatchie  in  Beaufort ;  is 
represented  as  117  miles  long,  having  the  same 
maximum  grade  as  the  lower  route,  but  for  a 
greater  distance,  and  at  more  i>oinLs,  and  is  esti- 
mated to  cost,  equipped  like  the  other,  $2,057,- 
876  14. 

imperfect  examinations  have  made  it  probable 
that  a  line  can  be  secured  between  the  assumed 
termini,  of  but  OGj^^  miles  length,  but  no  certain 
means  exist  for  comparing  its  cost  with  that  of 
the  other  lines. 

By  the  Upi>er  route,  a  branch  of  32  miles  is  pro- 
posed from  Coosawhatchie  to  a  point  on  the  Geor- 
gia Central  Railroad,  46  miles  from  Savannah. — 
This  would  provide  a  connection  with  Macon,  an 
object  which  has  been  pre  posed  to  be  gained  by 
diverting  the  Charleston  ond  Savannah  road  to 
Lawlonviile  aud  extending  a  branch  thence  to 
Milieu  on  the  Central  road,  79  miles  from  Savan- 
nah. 

By  the  lower  route,  a  branch  occupying  the 
same  general  location  may  be  had,  making  the  dis- 
tance from  Charleston  to  the  point  of  connection 
with  the  Central  road  six  miles  less  than  by  the 
upper  route,  the  distance  being  respectively  99 
miles  for  the  former  aud  105  for  the  latter  route. 
It  is  probable  that  the  adoption  of  the  line  de- 
signated by  the  engineer  as  the  "  lower  route" 
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will  secure  both  the  most  direct  conuection  with 
Millen,  and  points  westward  thereof  upon  tJie  line 
of  the  Georgia  Central  railroad. 

The  coustructioD  of  the  Charleston  and  Savan- 
nah road  is  of  especial  importance  to  the  city  of 
Charleston,  and  for  nearly  the  same  reasons  to 
Savannah.  The  North  Eastern  road  connecting 
with  Wilmington,  N.  C,  brings  Charleston  upon 
the  great  coast  line  of  land  tr^kvel,  while  the  con- 
struction of  the  new  link  now  under  notice,  and 
also  of  the  roads  leaving  Savannah  direct  for  Mo- 
bile, will  make  Charleston  on  of  the  most  impor- 
tant, and  in  reality  the  governing  point  in  the 
whole  line.  The  construction  of  the  Savannah 
road  and  its  branch  will  give  to  Charleston  three 
Western  and  South-western  chanaels  of  distribu- 
tion for  the  travel  concentrated  upon  her  by  the 
north  line. 

Of  the  local  strength  of  the  proposed  line,  it  is 
sufficient  to  say  that  besides  connecting  two  cities 
of  an  aggregate  population  of  very  ^near  70,000 
inhabitants,  it  intersects  two  of  the  most  populous 
and  wealthy  districts  of  South  Carolina,  Colleton 
and  Beaufort,  numbering  together  over  80,000  in- 


"  Less  than  a  mile — 5,267  feet  exact  measure- 
ment— it  is  probably  the  mout  important  work 
now  being  prosecuted  in  the  world.  Its  bed,  for 
the  most  part,  is  either  solid  rock  or  a  succession 
of  enormous  boulders,  which  seem  to  have  been 
thrown  there  by  resistless  torrents  during  past 
ages,  or  to  have  been  heaped  together  in  some 
tremendous  encounter  of  the  gods. 

The  width  of  the  canal  is  100  feet  at  the  top, 
sloping  to  76  feet  at  the  bottom.  There  is  a  basin 
450  feet  Jong  by  150  feet  wide.  There  are  two 
locks,  each  300  long,  the  first  of  which  lifts  10  feet 
and  the  second  11  feet.  At  the  pier,  above  the 
rapids,  crads  passing  through  the  canal  will  find 
12  feet  of  water.  The  fall  of  the  river  in  the  length 
of  the  canal  is  17>^  feet." 

Copper  lu  Soath  IVastcrn  Virginia. 

In  the  region  of  Floyd  county,  Virginia,  contig- 
uous to  the  line  of  the  Virginia  and  Tennessee 
railroad,  have  been  lately  discovered  extended 
deposits  of  copper  ore.  A  correspondent  of  the 
Lynchburg  Republican  says ; 

The  whole  distance  through  which  the  Copper 
ore  has  been  traced  and  shown  to  exist,  with  more 


feet  wide.  If  open  way  is  secured,  curves  avoid- 
ed, and  proper  machinery  provided,  we  see  no  rea- 
son why  100  miles  an  hour  cannot  be  as  safely 
run  as  30  is  on  our  common  roads. — Cincinnati 
GazelU. 

All  very  well.  So,  too,  we  see  no  reason  why  a 
man  may'not  run  as  safely  at  thirty  miles  an  hoar 
as  he  now  can  at  seven.  The  only  tronble  is  in  getting 
the  power  of  doing  so.  The  popular  opinion  of  rail- 
roads includes  no  idea  of  the  rap'd  increase  of  re- 
sistance with  increased  speed.  We  have  known 
engineers  to  propose  engines  of  a  particular  con- 
struction to  run  100  miles  an  hour.  They  would 
however,  look  to  a  large  driving  wheel  as  the  only 
means  of  doing  so,  never  providing  corresponding 
boiler  power  to  turn  it.  Upon  any  knoirn  princi- 
ples which  govern  the  application  of  steam  power 
the  cost  of  carryini;  passengers  300  miles  an  hour 
would  preclude  the  posafcility  of  anybody  of  or- 
dinary means  indulging  in  such  a  ride. 


of  the  Blue  Kidge.     It  seems  to  follow  the  sinuos- 
„.  ,  ,     ,  ,.  .itiesoftbe  mountains,  being  upon  an  average  of 

habilantfl.      With  such   immediate   resources,   ajj^^^^y^  fourteen   miles  distant.     On  this  line,  cop 
road  built  with  the  judgement  and  managed  withiper  ore  in  considerable  quantities  and  of  good 
the  rigid  economy  so  characteristic  and  so  credila- 1  quality   has  been  discovered.      At  Carters  it  is 
ble  of  southern  roads,  could  not  fail  to  pay  any 
reasonable  rate  of  profit. 


Clnelnmatl  and  Marietta  Railroad. 

We  will  give  next  week  the  names  of  the  new  Board 
or  less  ceruintyand  distinctness,  is  some  forty  of  Directors  elected  at  the  recent  meeting  of  this 
miles.     Its  general  course  corresponds  with  that  r-un-      i        .-w  e 


very  abundant  and  of  fine  quality ;  and  the  own- 
ers of  that  property  are  now  putting  up  buildings 
and  removing  mineral.  Examinations  have  also 
been  made  and  various  explorations  are  in  pro- 


Company  at  Chillicothe.  Only  two  members  of 
the  old  Board  retire  to  give  room  for  the  Direc- 
tors elected  from  the  Parkersburg  Company,  a* 
was  provided  to  be  done  in  the  agreensent  of  con- 
solidation. 

Over  two  million  dollars  have  been  expended  in 
construction  since  the  date  of  the  previous  annual 
report.  Thirty-eight  miles  of  the  road,  between 
Chillicothe  and  Blanchester  are  ironed,  and  an 
early  completion  to  the    Cincinnati    connection 


^anlt  Ste  Marie  Canal 

We  are  gratified  to  learn  that  the  completion  ofjgress  at  other  points  on  this  line— more  or  "less 
this  important  work  will  not  be  delayed  beyond  promising  in  their  character, 
the  period  stipulated  in  the  contract  for  its  con- 1     In  no  insUnce  so  far  as  I  have  learned,  has  it 
,       ..          .      ,,      r.-  ..  ,r.rc      Ti            •*         *u     bccu  necessary  to  extend  the  excavations  to  tha 
struction,  VIZ :  May  2(t.h  1855.    Every  city  on  the)  j„„^i,  „f^„_.  ./,.„...  .„.j ,..  „„  .u.  „,: ..i  .^„ 

Lakes,   from  Bufialo  to 

work  as  bein?,  when  finished,  the  keij  to  the  va&tj  depth.     From  the  iormation  of  the  metal,  tunnel  .  run 

mineral  and  ultimate  agricultural  treasures  of  the  |  ling  is  practicable  at  nearly  every  point,  thus  .f.j  President  of  the  Company 

,.      T   1      a  rpK.^  I  fording  the  cheapest  and  most  efficient  mode  of  succeeded  well  in  the  face  of  a  stringent  money 

great  country  surrounding  Lake  Sui)erior.     The ,   ^^^^6  ^^  ^^^^^  ^^^*^ 

iron  business  of  Cleveland,  Detroit  and  Chicago,  Indications  of  the  presence  ol  other  metels  are 
especially,  will  be  at  once  stimulated  to  a  degree! not  wanting.  Mingled  with  copper  in  some  in- 
which,  sustained  by  the  demand  for  iron  in  the )  stances,  and  separate  from  it  in  others,  are  evi- 
west,  will  equal  the  productive  activity  of  places !  fences  of  the  presence  of  tin,  bismuth,  zinc,  lead  •«....,..        ». 

'  and  even  silver  and  gold.  work  of  the  company  is  finished,  including  there- 

Should  these  mines  become  productive  to  any  j  by  the  heavy  bridging  and  filling   in   the  Scioto 


promised.     Between  Charleston,  in  Vinton  county 

{depth  of  forty  feet,  and  nearly  all  the  mineral  do- 1  and  Marietta,  the  grading,  masonry  and  bridring 
Chicago,  looks   to    thislposits   have  been  found  at  much  less  than  that  j  ,^  ^^.^^^j^^,  ^^^^     N.  L.  Wilson.  Esq.,  the  Vice 

now  in  London,  has 
of  a  strini 
market,  in  disposing  of  their  securities.  The  work 
done  although  inside  of  the  President's  program- 
me for  last  year,  is  more  than  has  been  accom- 
plished in  any  previous  year.     The  most  expensive 
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now  noted  for  its  manufacture  in  the  East.  And 
in  thus  opening  new  fields  for  industry  and  new 
sources  of  wealth,  every  railroad  approaching  tbo 
Lakes  will  derive  new  tupport,  and  thereby 
strengthen  the  great  commercial  interests  of  the 
entire  country.  The  wealth  of  the  Lake  Superior 
country,  we  do  not  doubt  surpasses,  at  this  mo- 
ment, that  of  Cuba.  And  a  country  developed  is 
as  great  a  national  advantage  as  a  country  ac- 
quired. 

A  correspondent  of  the  Detroit  Advertiser  writ- 
ing from  the  Sault,  under  date  ot  August  Ibth, 
says  no  doubt  is  entertained  on  the  spot  of  the 
completion  of  the  canal  in  next  May.  There  are 
over  1000  men  at  work  under  the  personal  super- 
vision of  J.  W.  Brooks,  Esq.,  whose  interest  in  the 
improvement  and  whose  well  known  energy  are 
guarantees  of  punctuality.  John  T.  Clark  £sqr., 
of  New  York  had  just  arrived  to  succeed  Col.  Glen 
as  Chief  Engineer.  The  present  progress  of  the 
work  has  c-vered  about  three-fourths  of  the  exca- 
vation. One  lock  is  nearly  completed,  the  other 
fairly  begun.  The  guard  lock  at  the  head  of  the 
Portage  is  about  to  be  drained.  The  cofibr  daa 
is  finished  for  that  purpose,  and  the  steam  ])ump 
in  operation.  The  coffer  dam  at  the  foot  of  the 
Portage,  or  commencement  of  the  canal,  isjustbe- 
gun.  The  correspondent  of  the  Advertiser  says  of 
tto  work  . 


considerable  extent  they  will  develope  new  manu- 
facturing interests  at  Lynchburg,  besides  in- 
creasing the  business  of  the  railroads  centering 
there.  .  .  • 


Speed  on  Rail^vaye. 

In  1816,  thirty-eight  yeais  ago,  Mr.  Meigs  often 
predicted  in  the  newspapera,  and  two  years  after 
in  the  Legislature  of  New   York,  that  the  time'in  that  city  afler  the  river  has  closed 


Valley. 

The  completion  of  the  Cincinnati  connection, 
and  the  extension  of  the  track  eastward  to  the 
coal  fields  beuig  anticipated  at  nearly  the  same 
time,  it  is  expected  that  the  road  will  be  able  to 
supply  coal  in  season  and  in  such  quantities  as  to 
prevent  any  extraordinary  rise  in  the  price  of  coal 


would  come  when  Railways  would  be  traveled  at 
an  average  speed  ef  15  miles  an  hour  !  Few  be- 
lieved him.  He  has  recently  published  a  book, 
in  which  he  states  that  the  Emperor  Nicholas,  of 
Russia  has  taken  the  first  great  step  in  the  con- 
struction of  Railways,  which  looks  to  the  attain- 
ment of  4ihe  highest  practical  speed  in  travellii^ 
on  them.  Instead  of  oi>ening  narrow  cuts,  and 
going  round  every  obstacle,  the  road  from  St.  Pe- 
tersburgh  to  Moscow  600  miles,  is  made  on  a 
straight  line,  and  opened  it  200  feet  wide,  so  that 
the  Engineers  can  see  every  thing  on  the  way. — 
The  gauge  of  the  track  is  broad,  and  the  locomo- 
tive is  on  wheels  of  i  urge  diameter,  and  the  signals 
and  time  are  perfectly  fixed,  and  the  roads  cross- 
ing the  track  are  shut  off  by  gates,  as  the  trains 
approach.  In  this  way  a  speed  of  100  miles  an 
hour  is  attained,  and  Mr.  Meigs  thinks  this  may 
be  increased  to  300  miles.  On  some  straight  runs, 
60  miles  an  hour  has  been  made  in  the  United 
States,  and  100  in  England. 

A  line  of  road  is  now  in  progress  of  construction 
from  Savannah,  Georgia,  to  the  Gulf  of  Mexico,  on 
a  perfectly  straight  line,  and  is  to  be  opened  150 


The  finished  portion  of  the  road  is  describfMl  as 
among  the  best  constructed  in  the  country.  The 
track  for  nearly  the  whole  distance  being  perf«*ct- 
ly  straight,  and  there  being  no  curves  of  less  ra- 
dius than  2,800  feet,  and  no  grade  exceeding  60 
feet  to  the  mile.  The  track  is  laid  of  compound 
rail.  The  report  of  President  Cutler  states  that 
the  work  is  in  such  a  state  of  forwardness  along 
the  lines  as  to  make  it  perfectly  practicable  to  fin- 
ish the  road  to  Marietta  during  the  ensiflng  year, 
and  through  to  Wheeling  in  the  same  time  should 
the  state  of  the  money  aiarkot  justify  the  out- 
lay. 

Penneylranla  Railroad  Frelgbt  DcpoU 

The  new  depot  of  the  Pennsylvania  Railroad  iii 
Pittsburg  will  be  the  largestsujierstructurein  that 
city.  It  ia  to  be  seven  hundred  feet  long  and  two 
stories  high.  When  ^he  Pennsylvania  road  shall 
have  been  connected  with  the  Ohio  and  Pennsyl- 
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vania  road,  across  the  Alleghany  river  the  freight 
business  at  I  'ittsbarg  will  be  immense. 

c 

Aniericaii    Itallroad  Journal. 

Saturday,  September  2A.   1854« 

NetropolUan   Rallroail  Conapany. 

A  Company  was  organized  in  Washington  city, 
above  one  year  ago,  to  cons  >ract  a  line  of  railroad 
through  Rockville  and  Frederick  to  Hagarstown. 
By  the  recent  report  of  the  Engineer,  Wm.  H. 
GiaQt,E-<q-  we  karn  the  shortest  line  to  be  77J 
miles  frurn  Ooorgetown  D.  C.  to  H.igarstown,  Mil. 
and  intersecting  the  Baltimore  and  Ohio  Railroad 
41%  miles  frim  Oeogeiown,  The  niaucimum 
grade  from  G  orgetown  to  Frederick  is  50  feet  per 
mile;  frona  Frederick fto  Hagarstown,  66  feet. 
Curves  chiefly  of  one  mile  radius.  Two  tunnels 
will  be  required  of  an  aggregate  length  of  3,500 
feet.  The  estimated  cost  exclusive  of  builduigs 
and   equipments   would    be  $3,465,000,  equal    to 

$14,883  per  mile.  An  estimate,  embracing  all  the 
out  lay  8  necessary  t<>  commence  business,  is  made  at 
$3,716  OK)  $i, 000,000  may  be  assumed  as  the  ulti- 
mate cost  of  the  work.  The  object  of  this  road  is 
to  place  Washington  and  Georgetown  directly  upon 
the  Interior  railroad  line  leading  through  the  Cum- 
berland and  Susqutihauna  Valii^'S,  and  connecting 
with  lines  north  and  west,  so  as  to  secure  a  direct 
route  to  Washington  avoiding  Baltimore.  The 
MetropoIitaQ  Company  also  claim  a  large  business 
from  the  west  which  it  is  expected  will  leave  the 
Baltimore  and  Ohio  road  for  Washington  °  and 
Georgetown  at  the  intersection  near  Frederick 
It  is  probable  however  that  the  Alexandria.  Lou- 
doun and  Hampshire  road  if  built  would  intercept 
this  travel  at  Piedmont  on  the  Baltimore  aud  Ohio 
road,  207  miles  from  Baltimore  and  175  from  Alex- 
andria. 

S500,000  of  stock  subscriptions  are  already  re- 
ported as  received,  of  which  $60,000,  sufficient  lor 
the  prosecuiiou  of  the  surveys,  have  been  paid  in. 

Among  the  IMrectors  are  John  W.  Maury,  W. 
W.  Corcoran,  Jos.  Bryan  and  George  Parker,  of 
WasbiugioQ. 
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N.H. 


Vt. 


i( 


i( 
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'Wllliamsport  and  Elinira  Railroad. 

This  road  has  at  length  been  completed  through- 
out, aiid  trains  have  been  regularly  running  upon 
it  for  some  time.  The  business  upon  it,  is  reported 
to  be  as  large  as  was  estimated.  The  compIetioL 
of  the  Cata«issa  connection  is  looked  for  by  the 
10th  of  September,  when  a  communication  will  be 
opened,  nearly  direct,  from  Philadelphia  to  BufTa 
lo  and  ail  oomta  on^the  Lake  boundary  of  New 
York. 

The  Williaiusport  and  Elmira  road  is  destined 
to  become  an  important  link  in  the  interior  line 
from  Lakes  Erie  aud  Ontario  to  Philadelphia, 
Balliujorc  and  Washington,  and  it  will  also  serve 
an  impMrtant  purpose  in  supplying  the  Lake  cities 
with  bituminous  c<>al.  The  road  under  notice  is 
part  of  the  first  important  north  and  south  through 
line  constructed  in  the  State  of  Pennsylvania,  one 
which  when  completed  will  change  the  direction 
as  well  as  promote  ihe  activity  of  the  trade  of  the 
central  portion  of  that  State.  From  the  coinci 
d*-Dce  of  itie  line  of  this  road  with  the  Susquehanna 
Valley,  it  may  be  said  to  occupy  a  route  of  great 
value,  and  one  which  cannot  be  contested  by  any 
other  work  having  similar  objects.    »  >:''-*•:«» 


Atlantic  and  St.  Lawrence.  ..Maine. 
Androscoggin  and  Keimebec.      " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .      " 

York  aud  Cumberland, 

Boston,  Concord  and  Montreal 

Concord  

C  heshire 

Northern 

Manchester  and  Lawrence. . .  . 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Passumpsic. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Boston  and  Pro\idence.. 

Boston  and  Worcester 

Cape  Cod  branch , 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 
Boston  and  New  York  Central      " 

Old  Colony " 

Taunton  Branch 

Vermont  and  Massachusetts. 

Worcester  and  Nashua " 

Western " 

Stonlngton R.  I. 

Providence  and  Worcester .. .      " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 
New  London,  Wil.  and  Palmer  " 
New  York  and  New  Haven. . .      " 

Naugatuck " 

New  London  and  New  Haven.      " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City.. 
Buffalo,  Coming  and  N.  York, 

Buffalo  and  Stat«  Line , 

Canandaigua  and  Niagara  F . . 

Cauandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie).., 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northern) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga.... 

Rutland  and  Washington 

Saratoga  and  Washington .... 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Romo 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .       " 

Philadelphia  and  Reading 

Philad.,  Wilming:ton  and  Bait. 
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It 
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150 
56 
72 
61 
20 
93 
36 
64 
82 
24 
15 
47 
26 
61 
120 
117 
47 
61 
24 
28 

m 

66 
69 
29 
62 
68 
42 
67 
20 
74 
46 
11 
77 
46 
156 
60 
40 
46 
72 
110 
60 
66 
61 
62 
66 
54 
91 
132 
69 
60 
47 
36 
464 
144 
130 
96 
6f)4 
11« 
35 
23 
26 
60 
41 
32 
39 
96 
66 
46 
31 
63 
56 
20 
36 
96 
96 
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1,638,100 


2,978,700 


824.863|  1,043,640 


1,073,673 

1,366,500 

286,747 

1,649,278 

14^6,000 

27)78,625 

3,016,634 

717,643 

600,000 


1,097,600 
2,486,000 
8,500,000 
1,600,0<X) 
392,000 


1,489.694 
123,884 
341,100 
622,200 
none 
720,900 


E  a 

o  s 

o  ■ 
El 


none. 


650,000 
2,429,100 
3,600,000 


700,000 


1,830,000 
4,076,974 
3,160,000 
4,500,(XK) 

421,960 
1,691,110 
2,860,000 
1,060,000 
3,640,000 

500,000 
1,169,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
6,160,000 


1,467.600 

922,600 

2,360,000 


658,861 
3,000,000 

926,000 

7^,600 
2,121,110 

900,000 


879,636 


206,190 
150,000 
402,326 
690,641 
180.000 
286,363 

1,192,975 
6,208 
191,600 
none. 
953,370 
295,038 
none. 

1,139,616 
194,445 

6,319,520 
467,700 
300,000 
600,000 
800,000 


5,973,700 
2,036,140 
2,520,981 
1,459,384 
713.606 
2,640,217 
1,486,000 
3,002,094 


651,214 
1,400,000 

673,500 

1,746,516 

5,577,467 

12,000,000 

1,500,000 


"I. 

•0  I.  <s 

50  5  « 
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254,748 
177,003 
168,114 
208,669 
23,946 
160,538 
305,806 
287,768 
328.782 


>-  ' 

go  •-" 

.£  « 

«  — 
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o 


a 

V 


132.646 


495.397 


800,000 
1,641,000 
440,000 
660,000 
701,600 
1,660,000 


872,000 


2,044,6.36 
4,111,316 
3,679,041 
4,850,754 

633,906 
1,802,244 
8,120,391 
1,060,000 
3,716,870 

620,964 
2,221,068 
2,298,634 

807,136 
3,207,818 
1.342.593 
9,963,258 


Leased  to 
Recently 


425,509   682,400 

687,000   400,000 

10,000,(X)0'24,003,865 


3,740,615 

4,725,260 

1,876,148 

28,085,600 

1,579,969 

350,000 

174,042 

610,000 

850,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

986,109 

1,184,500 

600,000 

830,100 

6,666,382 

6,000,000 


7,046,395 

977,463 

616,246 

10,773,823 

2,969.760 
206,0(K) 
181,000 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


128,000 

476,000 

1,500,000 

13,000 

"7lV,227 

10,427,800 

2.399,166J 


1,791,999 
1,400,000 
3,150,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 

i,*380',6ib 
2,596,488 
2,560,600 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

83,070,863 

10,627,664 
6,102,936 
2,446,391 

.33,859,423 

6,133.8.34 

638,698 

849,776 

774,496 

1,250,000 

1,832,945 

329,577 

1,043,367 

1,693,711 

4,327,40" 

1,220,826 

3,2*6,720 

2,379,880 

1,265,143! 


434,599 
803,024 
609,326 
887,219 
68,942 
268,220 
620,810 
294,183 
626,669 
188,442 
90,315 
374,897 
169,738 
244,323 
182,398 
1,626,224 
240,572 
291,417 


113,520  none 

80,053  none 

100,652'none 

6 

ll,266{none 
79,669|none 
141,838   8 
66,266   5 
163,076   6 

6 

51,513   8 

non« 

none 


266.689 


none 
none 


the  VL  C  ent 
opened,    none 

'none 

114.0981  C 

418.368 

226,639 

413,289 
26,412 

102,098 

810,876 


689,629 
329,041 
69,629 
114,410 
806,713 

Recently 

267,561 

Recently 


428,173 

opened 

116,965 
opened, 


Recently 


opened. 


76,760 

74,241 

4,318,962 

1,063,659 

681,446 

205,068 


480,1.37 

92,353 

Recently 

213,078 


Recently  opened 


750,000 

1,702,523 

17,141,987 

8,067,286 


173,545 

Recently 

Recently 

225,152 

1,«88,385 

149,941 

603,942 

260,899 

118,617 

Recently 

2G5,327 

2,480,626 

868,038 


126,6891  8 
214,633 

46,839 

35,214 
122,866 

21,490 

13,144 

81,807 
746,736 
110,892 
120,892 


294,269 
168,902 


89,360 

23,496 

1,800,181 

338,783 

324,494 

44,070 


8 

6i 

7 

5 

4 

6 


o 
S 


6 

7 
none 
none!  96  J 

8 
none 

6 

7 

"t 

4 

10 

none 
none 


7 

8 
none 

4 
n<Mie 
none 


196.84 
46,072 
opened. 
96,737 


136,01 
opened, 
opened. 

116,706 

478,413 
79,262 

316,269 

124,740 
76,890 
opened. 

106,320 
1,261,987 

641,769 


none 
none 

7 
none 

4 
none 


none 


none 

none 

8 
10 

7 
10 

3 


88 
82 
42 
95 
24 
27 

106 
36 
42 
88 

104 

io 

21 
9 
41 

82 


81 
100 
79 
96| 
40 
62 
62 
92 
87} 
117 
50 


11* 
60 
93i 
66 
70 
66 
116 


40 
60 


180 


461 

44 

86 

28 

89 

12 


80 
33 

92* 
148 

isi 


126 
65 
68 
68} 


V  V.-*  •*'.  _/■   •"  .,    *   .- 


■li^v^i"'^  •-.   fTT<^.«^?*w=Tr^* 


AMERICAN    RAILROAD    JOURNAJL. 


553 


Railway  Share  List, 
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NAME  OF  COMPANY. 


Pennsylvania  Central Penn. 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna..     " 

Alexandria  and  Orange Va. 

Manassas  Qap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C. 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  {ind  Manchester.     " 

(Jeorgia  Central Qa. 

Georgia " 

Macon  and  Western " 

Muscogee " 

Southwestern " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern ;.  Miss. 

East  Tennessee  and  Georgia. .  Tenn. 
Nashville  and  Chattanooga. . .     " 

Covington  and  Lexington Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort .....     " 

Maysville  and  Lexlington " 

CleveUuid  and  Pittsburgh Ohio. 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie.. .     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...    " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central '. . . .     " 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 
Indianopolis  and  Cincinnati..  " 
Lafayette  and  Indianapolis. . .  " 
Madison,  Indianapolis  <fc  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago HI. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Cenlral " 

-»j?ific   Mo. 


260 

30 

47 

381 

38 

57 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


a 


9,768,165 


13,118,902 
1,650,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


191 

211 

ilOl 

71 

60 

55 

93 

33 

88 

60 

80 

125 

73 

29 

66 


3,500,000 
4,000,000 
1,013,088 


w 

a 


6,000,000 


6,677,103 


173,867 
200,000 

'  563,666 
640,000 
469,150 
707,958 
120,000 

1,134,698 


500,000 
3,000,000 


686,887 


100 
147 
96 
136 
46 
61 
60 


40 
20 
36 
31 
37 
84 

167 
57 


187 


44 
64 
31 


131 
83 
90 
62 

169 
72 


136 


92 
315 
282 
88 


776,269 
879,868 
688,611 


836,000 
2f093,814 
1,430,150 

357,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,887 


2,400,000 


418,187 

1,214 

163,000 


160,000 


400,000 


541,000 
860,000 
900,000 


1,142,200 
1,600,000 


408,200 


600,000 
660,666 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


4,000,000 


600,000 
3,741,564 
8,977,663 

non 


--a 

o  P 

o  • 


13,600,000 


22,254,338 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,106,467 
2,392,215 
3,545,250 
416,632 
2,965,574 


In  prog. 

7,002,896 
In  prog. 

3,465,879 


1,277,834 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


In  prog. 
In  prog. 
In  prog. 
684,902 


In  prog. 
3,279,908 


3,665,000 
2,000,000 


2,659,663 
In  prog. 

926,000 
In  prog. 


1,943,827 


2,033,420 
348,622 
413,673 


227,693 


122,861 
254,376 

62,762 
210,052 
109,268 

89,776 
610,038 


1,000,717 


986,074 
934,424 
278,739 
69,590 
129,396 


173,642 


87,421 


432,682 


777,793 


321,793 


Recently 


667,669 


In  prog. 

3,169,733 

l,865,000i 

4,110,148i   540,618 
In  prog. 


Recently 

In  prog.     I 

"        iRecently 
l,310,062j    314,434 
In  prog.     1   237,606 


"         IRecently 
l,869,932:Recently 


2,400,000j  616,414 
1,353,0191   106,944 


4,600,000 


Sd'cC 
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V 


617,626.. 


798,193  7 
216,2371  8 
152,536... 


72,370 


74,1 13  hone 
113,256!  7 


99,0771  10 
42,736  none 

12 

153,898  6 


609,711 


636,608;  8 
466,468!  7>^ 
149,960i  9 

21,731'.. 

71,6361  8 


76,079 


44,260 


267,278 


10 


483,464  12 


200,967 


opened. 


862,138  10 


113,401 


opened. 


opened. 
168,612 
-i- 


opened.  "1 

o^iened.  1 

opened, 

268,076 

71,446 


In  prog.  478,648 
7,276,6161,200,922 
8,618,5061,146,698 

In  progresj  Recently 


l^.-\ 


286,162 
686,929 
682,816 
<^Ded. 


10 


10 

4. 
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V 
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85 


1021 
62 


77 

70 

40 

100 


50 
98 


125 


116 

ib'i 


68 
80 


45 
69 
71* 


100 
66 


62 
76 


66 


77i 


90 


J  -. 


17 
8 


123 
94 
86 


Unfouuded  Report. 

We  should  have  made  no  allusion  to  the  report, 
followed  by  its  prompt  contradiction,  of  the  failure 
of  A.  De  Graffe,  the  well  known  railroad  contrac- 
tor of  Ohio,  except  that  it  forms  an  occasion  of  an 
important  illustration  of  the  substantial  value  of 
railroad  enterprizes,  even  under  the  present  de- 
pressing influences.  It  must  be  admitted  that  at 
the  present  Ume,  when  railroad  contractors  in  the 
West  are  generally  comj^elled  to  make  regular 
cash  payments  upon  stock  coutracto,  or  possibly 
upon  bonds  which  require  to  be  forced  u|)on  the 
market,  the  jHwition  of  a  contractor,  responsiule 
for  large  amounts,  is  one  of  hazard,  demanding 
all  thf!  financial  tact  and  all  the  popular  confidence 
at  his  command.  When  so  many  new  roads  are 
laid  over  under  the  pressure  of  the  times,  it  is 
gratifying  to  learn  that  a  contractor  largely  invol- 
ved in  the  soundness  of  several  western  roads, 
now  under  construction,  is  able  to  susUin  himself, 
and  prosecute  his  contracts  to  the  letter. 

Tunnelling^  Clilc«go  Klver. 

A  committee  of  the  Chicago  council  have  ac- 
cepted the  proposition  of  a  New  York  Company  to 
tunnel  the  river  so  as  to  open  a  connection  inde- 
pendent of  draw  bridges  between  the  two  divis- 
ions of  the  town.  The  business  of  Chicago  iS  al- 
ready crowding  the  streets  and  the  river  to  an  ex- 
tent seldom  realized  out  of  the  large  EasU'rn  cit- 
ies, and  this  new  improvement   will  doubtless  be 

occupied  to  its  capacity  as  soon  as  completed. 

We  believe  au  additional  tunnel  will  be  ultimat- 
ely required  for  the  railroads  entering  the  north 
and  south  divisions  of  this  city,  and  have  upon  a 
previous  occasion  urged  the  importance  of 
such  a  connection  to  the  railroad  interests  of  Chic- 
ago. 


Cinclnaatl  and  Marfctt*  Ralir»*d. 

At  the  recent  annual  meeting  of  this  company, 
held  atChillicothe,  the  following  gentlemen  were 
elected  Directors  for  the  ensuing  year:  Wm.  P. 
Culler,  John  Mills,  Douglass  Putnam,  N.  C.  Wil- 
son, W.  S.  Nye,  A.  B.  Walker,  John  Madeira,  F. 
Campbell,  M.  Scott  Cook,  A.  Hegler,  H.  Smart, 
Alpbonse  Taft,  and  S.  B.  Keys. 

The  annual  report  of  the  company,  which  we 
shall  be  able  in  a  short  time  to  present  to  our 
readers,  exhibit  au  encouraging  state  of  the  pro- 
gress of  the  road.  The  road  is  expected  to  be 
open  to  Chillicolhe  early  in  September. 

P*clflc  Railroad  ofMUsonrU    . 

The  people  of  Jackson  County,  Mo.,  have  sab- 
scribed  $75,000  to  the  Pacific  Railroad,  pay. 
able  by  Uxation.  This  county  having  a  popula- 
tion of  less  than  14,000  had  previously  subscribed 
S  100,000. 


Ohio  and  MUsUslppi  Railroad. 

On  Monday,  August  21..  the  trains  of  this  Com. 
pany  commenced  running  from  lilinoistown,  oppor 
site  St.  Louis,  to  Carlyle,  fifty  miles  east. 

Popalotlon  of  Portland, 

A  recent  census  of  this  city  shows  its  popula- 
tion to  be  26,418,  an  increase  of  4,599  since  1860, 
or  22  per  cent.  Very  few  Eastern  cities  are  grow- 
ing at  so  rapid  a  rate. 

Virginia  Central  Railroad. 

The  City  Councils  of  Richmond  have  recently  vot- 
ed a  subscription  of  S  100,000  to  the  stock  of  the 
Virginia  Central  Railroad. 


I    * 
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Alexandria,   Eaoudoau  and  Haiupahlre  K.  R. 

The  project  of  a  railroad  from  Alexandria  to 
the  coal  region  near  Cumberland  haa  been  for  a 
long  time  entertained.  The  company  assuming 
the  construction  of  that  work,  impressed  with  its 
magnitude  and  importance,  have  thua  far  devoted 
their  energies  mostly  to  the  ascertainment  of  a 
practicable  and  economical  route  ;  and  have  in 
fact  done  little  towards  soliciting  subscriptions  in 
aid  uf  their  enterprize  until  they  should  have  ful- 
ly determined  upon  the  route  to  be  followed.  As 
the  result  of  careful  and  widely  extended  surveys, 
although  made  preliminary  to  the  final  location  of 
the  road,  the  company  now  announce  their  line 
as  settled  upon  its  general  ultimate  location. 

The  road  is  to  commence  at  Alexandria  and 
terminate  at  Piedmont  on  the  Baltimore  and  Ohio 
road,  the  terminus  of  the  road  having  beep  fixed 
five  miles  beyond  Paddytown,  the  point  contem- 
plated heretofore.  The  whole  distance  on  the 
shortest  surveyed  line  is  169)/2  miles.  Two  prac- 
ticable gaps  fur  passing  the  Blue  Ridge  chain  of 
mountains  have  all  along  been  considered.  These 
are  locally  known  as  Keys  and  Snicker's  Gaps, 
and  are  respectively  six  and  eighteen  miles  south 
of  Harper's  Ferry,  and  are  considered  as  the  only 
available  passes  appropriate  to  the  direction  and 
objects  of  this  road.  Th«  shortest  line  occupies 
the  southern  or  Snicker's  Gap.  Hence  it  crosses 
the  Shenandoah  River,  passes  near  Winchester, 
thence  westerly  to  near  Roratiey,  and  thence  runs 
to  the  Baltimore  and  Ohio  road  at  Paddytown 
and  follows  th«  track  of  that  road  to  Piedmont. 
By  the  northern  line  to  Keys  Gap,  which  breaks 
the  Blue  Ridge  six  miles  south  of  Harper's  Ferry, 
the  whole  length  is  176  miles.  The  maximum 
grade  going  east  with  loaded  coal  trains  will  be 
53  feet  per  mile,  and  going  west  with  empty  coal 
trains  70  feet  per  mile.  £ach  line  would  require 
fourteen  tunnels,  their  aggregate  length  upon  the 
Bouth  line  being  three  and  seven-tenths  miles.  The 
estimated  cost  of  the  southern  or  shortest  line, 
with  a  sii  gle  line  of  rails,  but  graded,  tunnelled 
and  bridged  for  a  double  track,  is  S8,360,;300, 
whicl  sum  might  be  reduced,  by  grading  at  first 
only  for  a  single  track,  to  S7 ,575 ,400.  To  this 
sum  would  be  added  S2.000,000  for  an  etjuipment 
of  the  annual  capacity  of  1,000,000  tons  of  coal. 
For  an  annual  movement  of  600,000  tons  of  coal 
and  a  mixed  passenger  and  freight  business,  an 
equipment  of  $1,572,000  value  is  estimated,  in- 
cluding 80  locomotives  and  over  1,500  cars. 

It  is  estimated  tnat  the  road  can  be  built  in  the 
best  manner,  but  having  no  work  for  double  track 
except  at  tunnels  and  bridges ;  equipped  sufficient 
for  opening  business,  including  40  locomotives 
and  750  cars,  for  a  little  over  $8,000,000. 

Assuming  that  the  road  could  carry  coal  to  its 
full  capacity,  at  1}^  cents  per  ton  per  mile,  it  is 
shown  that  after  allowing  a  most  liberal  cost  of 
operation  the  road  would  pay  over  9  per  cent, 
upon  a  cost  of  twelve  and  a  half  millions. 

It  is  one  great  step,  which  we  look  upon  as  now 
accomplished,  to  prove  the  exibtcuce  of  a  practi- 
cable route  for  this  road.  It  is  this  result  to  which 
the  company  have  devoted  their  energies,  and 
pending  which  they  have  postponed  any  gen<>ral 
organization  to  secure  the  funds  necessary  for  the 
coastruction  of  their  road. 

So  soon  as  their  operations  become  active  it  is 
believed  the  State  will  extend  aid  in  the  manner 


it  has  already  done  to  similar  cnterprizes.  If  sec- 
tional jealousi<.'3  do  not  prevail  iu  the  State  coun- 
cils this  aid  may  be  looked  upon  as  certain.  And 
then  it  remains  for  the  i)eople  of  Alexandria,  Win- 
chester and  other  points  to  make  up  the  balance. 
If  the  road  i^  built  and  operated,  as  a  first  class 
work,  it  will  increase  the  business  of  the  whole 
lines  through  Wheeling,  Parkersburg,  Piedmont, 
Baltimore  and  Alexandria.  It  will  maintain  com- 
petition and  increase  the  accommodation  of  rail- 
road facilities.  So  long  as  it  confines  itself  to  the 
coal  movement  it  will  have  ample  employment, 
and  need  not  interfere  with  the  Baltimore  and 
Ohio  road,  but  will  be  on  the  contrary  an  advan- 
tage to  it.  The  demand  for  coal,  and  the  growing 
importance  which  will  attach  to  the  use  of  Cum- 
berland coal  for  ocean  navigation  will  tax  the  ca- 
pacities of  all  the  works  now  engaged  in  or  con- 
templating its  introduction  to  market.     .^..  ■-. 


■   -       ■    Wheat. 

The  operation  of  many  important  western  rail- 
roads, traversing  vast  wheat  growing  districts  and 
bringing  their  products  to  tho  eastern  markets, 
has  equalized  to  a  great  extent,  the  price  of  wheat 
all  over  the  country.  At  distant  points  like  St. 
Louis,  the  price  of  wheat  has  risen  to  such  an  ex- 
tent as  to  compel  some  millers  to  close  their  mills. 
Prime  and  choice  red  whoat  is  now  quoted  there 
at  SI. 30  to  81.35  per  bushel,  which  are  nearly  the 
highest  prices  ever  known  to  be  paid  in  any  period 
ol  the  history  of  St.  Louis.  In  Maryland  the 
course  of  the  wheat  trade  has  been  in  some  cases 
entirely  changed,  the  wheat  necessary  for  supply- 
ing the  mills  at  Frederick  and  Hagarstown  being 
carried  thence  from  Baltimore.  Contrary  to  what 
is  often  supposed,  our  country  has  no  greatsur  plus 
of  wheat  pro<luction,  and  any  increase  of  demand 
consequent  upon  the  circumstances  of  foreign 
countries,  carries  up  prices  immediately,  and  often 
disproportionately,  at  home.  In  good  seasons  the 
average  wheat  crop  of  tho  country  is  about  150,- 
000,000  bushels,  and  the  average  export  15,000,000 
bushels,  or  one-tenth  only  of  the  entire  produc- 
tion. This  year  the  production  will  be  below  an 
average,  while  the  exportation,  under  the  induce- 
ment of  high  prices,  will  be  increased.  Under 
such  circumstances,  the  price  of  wheat  must  rule 
still  higher  at  home. 

In  our  own  Slate,  the  amount  leceived  at  tide 
water  by  the  canals  is  but  about  one-half  of  the 
measurement  for  the  same  period  of  last  year. 

Cincinnati  Steam  Klr«  Knglne. 

The  construction  of  this  new  apparatus  for  ex- 
tinguishing fires  is  now  attracting  considerable  in- 
terest in  eastern  cities.  During  the  period  of 
more  than  one  year,  iu  which  it  has  been  iu  suc- 
cessful use  in  Cincinnati,  it  has  been  regarded, 
outside  of  that  city,  as  an  ctpciimtnl.  2Jow  it  is 
to  be  looked  upon  as  a  fixed  fact.      >  '"■^:- 

In  construction,  the  steam  fire  engine  is  arranged 
upon  a  three-wheeled  carriage,  having  a  light, 
wrought  iion,  lattice-truss  frame.  Two  of  the 
wheels  are  upon  one  axle  at  the  hind  end  of  the 
machine,  the  single  wheel  being  forward,  and  used 
for  steering. 

The  boiler  i.s  upright  anl  at  the  hind  end  of  the 
engine.  This  has  every  arrangement  for  raising 
steam  in  the  shortest  time  and  with  the  least  con- 
samption  of  fuel.  For  these  ends,  the  water  is 
contained  in  a  "worm  tube"  coiled  within  the  fur- 


nace, so  as  to  be  suspended  in  the  place  of  greatest 
heat.  An  air  pump  is  used  to  exhaust  the  air 
from  the  boiler  on  starting,  so  as  to  get  under 
steam  iu  the  least  time.  .:  t" 

The  cylinders  of  the  engine  are  placed  toward 
the  forward  end  of  the  carriage,  being  laid  hori- 
zontally, and  resembliLg  the  ordinary  arrangement 
of  an  outside  connected  locomotive.  They  are  of 
nine  inches  diameter  with  two  feet  stroke.  The 
piston  rod  of  each  cylinder  goes  through  each  end, 
one  end  working  the  back  axle  by  the  ordinary 
connecting  rod ;  the  other  being  lormed  directly 
into  the  piston  of  a  horizontal  six-inch  pump.  The 
two  cylinders  are  connected  to  the  back-axle  with 
right-angled  cranks,  and  the  wheels  may  be  con- 
nected or  disconnected  at  pleasure  by  sleeve 
couplings. 

The  pumps  have  large  air  vessels,  counected 
together  by  a  scuii-circular  four-inch  pipe,  having 
eight  nozzles  for  attaching  hose ;  six  of  which 
throw  three-quarter  inch  streams,  and  two,  streams 
of  ly^  inches.  Or,  a  single  two-inch  stream  may 
be  thrown  to  almost  any  required  distance. 

In  addition  to  the  working  pumps,  there  is  au 
independent  pump,  generally  known  by  the  ridi- 
culous name  of  "the  doctor,"  for  supplying  the 
boiler  from  a  tank  on  the  forward  end  of  the  en- 
gine. This  may  be  so  managed  as  to  provide  con- 
tinually for  the  supply  of  water  except  after  the 
boiler  is  blown  off.  Sufficient  water  can  always 
be  left  in  the  boiler  at  the  end  of  one  trip  to  raise 
steam  for  the  next.         -.   J< 

The  whole  weight  of  the  engine  is  about  four 
tons,  and  it  is  usually  drawn  to  fires  by  four  hor- 
ses. In  working,  the  pumps  make  about  ten 
double-strokes  per  minute.  The  pumps  draw 
water  by  suction  from  cisterns  which  have  been 
placed  in  various  parts  of  the  city. 

It  is  possible  that  we  may  yet  have  something 
of  this  kind  in  New  York.  The  report  of  the 
Chief  Engineer  of  the  Fire  Department  of  Cincin- 
nati is  interesting  in  its  illustrations  of  the  work- 
ing of  the  "paid  department"  and  of  the  steam 
fire  engines. 

Colambia  and  Hambarg  Railroad  of  Soath 
Carolina. 

The  report  of  James  G.  Gibbes,  Esq.,  the  engi- 
neer entrusted  with  the  charge  of  the  surveys  of 
a  road  running  from  Columbia  to  connect  with  the 
roads  now  centering  at  Augusta,  Ga.,  wasallnded 
to  last  week. 

The  distance  iu  an  air  line  from  Columbia  to 
Hamburg,  opposite  Augusta,  is  63>2  miles.  Two 
routes  have  been  surveyed,  oue  called  the  "direct 
line"  of  68)a  miles,  and  the  other  the  "ridge  line" 
of  74>^'  miles.  The  direct  line  crosses  the  Conga- 
ree  and  Edisto  rivers,  and  numerous  smaller 
streams.  The  ridge  line  is  upon  a  more  difficult 
route,  but  intersects  some  of  the  very  best  cotton 
lands  of  Edgefield  district.  Both  routes  have  to- 
lerably severe  physical  features,  but  in  no  respect 
sufficient  to  injure  seriously  the  utility  or  economy 
of  the  improvement.  The  maximum  grades  will 
be  53  feet  per  mile,  the  minimum  curves  of  1910 
feet  radius.  A  large  amount  of  earth  cuts  will  be 
required  on  both  routes.  The  estimated  cost  of 
the  direct  route,  equipped  for  the  commencement 
of  business,  is  $1,215,626,  equal  to  $17,746  31  per 
mile.  For  the  ridge  line  the  estimated  cost,  equip- 
ped like  the  other,  is  $1,150,925,  equal  to  $15,- 
448  65  per  mile.    These  estimates  include  no  al- 
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lowaDce  for  right  of  way  which  it  is  believed  will 
be  given  by  the  proprietors  on  both  lines. 

The  engineer  does  not  urge  cither  line  in  prefe- 
rence to  the  other,  but  considers  that  subscrip- 
tions should  be  taken  on  both  lines,  contingent 
upon  the  adoption  o^  the  respective  routes. 
^ ,  The  Columbia  and  Hamburg  road  is  one  of  an 
important  series  of  enterprises,  all  to  be  speedily 
completed,  which  will  give  to  Columbia  a  new 
rank  among  the  towns  of  the  Southern  States, 
and  in  the  way-side  cities  of  the  great  line  of  land 
travel.  The  connection  of  the  Richmond  and 
Danville  road  at  Danville  with  the  North  Carolina 
road  at  Greensboro  will  bring  Columbia  directly 
within  an  important  through  lino  of  travel.  A 
short  line  to  Camden,  with  the  i)rojected  lines 
running  through  Cheraw  to  Raleigb^  N.  C,  will 
bring  Columbia  also  within  another  line,  equal  or 
superior  in  Importance  to  the  first. 

When  also  the  Blue  Ridge  line  of  railroad  shall 
have  been  completed  to  Cincinnati,  its  ultimate 
terminus,  the  city  of  Columbia  will  find  itself  at 
the  intersection  of  two  of  the  principal  lines  of 
travel  in  the  Southern  States,  a  position  streng- 
thened by  being  the  focal  point  of  the  products 


Nashville  are  in  the  valley  of  the  Cumberland 
River,  beyond  which  the  road  traverses  a  wide 
district  of  the  most  superior  agricaltural  lands. 
Ten  thousand  hogsheads  of  tobacco,  seventy- seven 
thousand  and  five  hundred  barrels  of  fiour,  and 
large  quantities  of  provisions,  are  the  annual  pro- 
duct of  that  portion  of  the  Red  River  Valley 
commanded  by  the  rouce  of  the  Henderson  and 
Nashville  road.  In  going  onwa  d  to  the  Ohio, 
the  road  passes  for  16  miles  through  the  coal 
fields  of  Kentucky,  and  runs  thence  to  Henderson 
through  a  well  timbered  and  generally  productive 
country.       v  ;;.  ^^    ■;  /    : .      ^c      ; 

Making  its  local  and  terminal  business  resour- 
ces a  test  for  its  prospective  income,  this  road 
ought  to  prove  more  profitable  than  any  usual  in- 
vestment of  capital  in  Tennessee  and  Kentucky, 
besides  adding  immensely  to  the  wealth  of  the 
district  traversed,  and  incidentally  to  that  of  the 
two  States.  In  its  means  of  profitable  'employ- 
ment this  road  has,  economically  managed,  a  cer- 
tain guarantee  of  the  most  successful  results 
which  have  attended  the  introdactioD  of  railroads 
into  Ohio  and  Indiana.  -  ;    , 

At  a  period  like  the  present,  we  TeeT  Tike  mak 


ri 


of  the  Broad,  Saluda,  and  to  an  extent  of  the  Ca-  ing  the  importance  of  this  work  and  the  embar- 
hawba  vallies,  and  from  whence  she  can  receive  Irassmenta  which,  in  common  with  all  other  new 


<"«» 


and  dispense  trade  and  travel  in  every  direction. 
How  changed  this  picture,  when  Columbia  shall 
be  the  principal  focal  point  of  the  State  system  of 
railroads,  from  the  former  one  where  she  was  re- 
presented as  a  little  interior  town,  for  whose  con- 
venience a  branch  was  laid  from  the  South  Caro- 
lina road  at  "Branchville."  The  importance  of 
the  town  will  yet  require  a  more  direct  connection 
•with  Charleston,  by  the  valley  of  Santee.  leaving 
it  near  Eutaw  springs  direct  for  that  city.  Such 
an  extension  of  the  Blue  Ridge  road  will  be  ulti- 
mately essential,  a  condition  highly  favorable 
both  to  the  prosperity  of  Charleston  and  Colum 
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,  V'Haf  i^.\l  ,',^.>;  jy. : ;  -r: 

.%^  Hcaderiion  an<l  HaaliTllIe  Railroad< 

We  are  in  possession  of  the  recent  joint  report 
of  the  Presidents  of  the  two  roads  lying  in  Ten- 
nessee and  Kentucky  and  united  under  the  above 
name,  and  which  when  cotopleted  will  form  the 
only  northern  and  north  western   connection  of 
Nashville  with  the  Ohio  River  ;  besides  occupying 
a  most  important  relation  to  the  great  north  and 
south  central  line  of  railroads,  extending  to  Chi- 
cago upon  the  North  and  Mobile,  New  Orleans, 
Charleston  and  Savannah  on  the  South.     Evans- 
ville  in  Indiana,  opiwsite  Henderson,  is  becoming 
an  important  focal  point  for  railroads  running  to 
Indianapolis  and  iJleveland,  Terre  Haute  and  Chi* 
cago,  and  for  lines  extending  from  these  to  Toledo, 
Detroit  and  other  points.     On  the  South,  impor- 
tant lines  of  road  center  at  Nashville,  from  Char- 
leston and  Savannah,  from  Mobile,  New  Orleans 
and  Memphis,  and  ou  the  North-east  of  Nashville 
lines  are  to  be  built  to  Louisville  and  Cincinnati. 
The  concentration  of  so  extensive  systems  of  rail- 
roads respectively  upon  two  points  would  create 
a  certainty  of  a  large  through  travel  and  business 
between  them,  when  separated  only  by  the  dis- 
tance of  144  miles.     Such  is  the  position  of  the 
Henderson  and  Nashville  road. 

Locally,  this  road  traverses  some  of  the  most 
productive  And  best  cultivated  lands  in  Tennessee 
and  Kentucky'.    The  first  eight«en  miles  out  of 


roads,  it  encounters  in  securing  means,  a  commen- 
tary on  the  times.  The  results  to  be  had  by  open- 
ing this  road  are  as  desirable  now  for  its  patron 
States,  as  were  the  fruits  of  any  other  lines  of  im- 
provement to  any  other  conjraunities.  Nor  does 
the  diflSculty  in  obtaining  money  indicate  any  di- 
minution in  the  value  of  these  improvements. 
While  we  would  not  incite  the  conductors  of  any 
enterprizes  to  make  sacrifices  to  meet  the  pressure 
of  the  times,  we  contend  that  the  absolute  value 
of  railroads  has  not  changed  either  in  the  last  one 
year  nor  five ;  that  the  benefits  from  extending 
these  works  into  unoccupied  districts  are  as  great 
now  as  ever,  and  that  those  roads  which  avoid 
heavy  debts  based  upon  anything  like  bonuses  for 
construction,  and  which  are  not  intruded  into  oc- 
cupied ground,  will  pay  as  well  as  has  ever  been 
predicted  by  their  reasonable  friends. 

The  Henderson  and  Nashville  road  announce 
their  whole  line  as  under  contract  to  Van  Bergen, 
Ward  &  Co.;  th«  terms,  payable  one-third  in  cash 
and  county  bonds,  one-third  stock  and  one-third 
in  the  bonds  of  the  companies.  The  present  is  an 
unfortunate  time  for  making  such  a  contract,  as 
in  stringent  limes  credits  can  only  be  used  when 
secured  by  a  good  premium.  The  cost  of  the 
whole  road  is  estimated  as  $4,183,966. 

The  onancial  resources  of  the  companies  are  re- 
presented as  follows : 

m   KENTCCKT. 

Individual  subscription ?. . : .'. . .  $326,000 

Contractors'  stock  already  earned 30,000 

Right  of  way  secured  throughout  includ- 
ing depots,  mostly  additional  stock 15  000 

Todd  county  bonds  relied  upon 100!000 

Christian 160JOO0 


$620,000 


IN   TENNESSEE. 

State  line  to  Nashville,  individual  stock.  $300,000 

Davidson  county  bonds 200,000 

SUte  aid,  S10,000  per  mile 480,000 


$980,000 


Total  means  in  both  States ....  $,1,800,000 


Additional  subscriplious  are  looked  for  from 
Nashvillr. 

To  meet  the  contract,  the  companies  must  is- 
sue to  the  contractors  $l,8U4,6o5  of  bonds,  which 
will  be  secured  by  $1,600,000  txpended  on  the 
ine,  besides  the  paying  capacity  uf  the  woik 
when  finished. 

$100,000  are  stated  to  be  already  expended  on 
the  Kentucky  portion  of  the  line. 

The  report  of  the  engineer,  Charles  Seymour, 
Esq.,  upon  the  location  and  toitographical  features 
of  the  line,  is  explicit  and  interesting.  The  air 
line  distance  from  Henderson  to  Nashville  is  given 
as  127,^2  miles,  and  an  air  line  from  Henderson  to 
Hopkinsville  and  from  thence  to  Nashville  as 
133>^  miles.  The  whole  located  line  is  143>^ 
miles  between  the  termini,  showing  an  increased 
length  often  miles  to  be  due  to  curvature  and  de- 
fiection,  and  of  6  miles  to  be  due  to  the  divergence 
for  passing  through  Hopkinsville.  The  length  of 
the  road  in  Kentucky  is  95>2  miles,  in  Teuutssee 
48  miles.  Through  Kentucky  the  ground  is  le- 
presentei  as  highly  favuranle  for  the  construction 
of  a  railroad.  The  maximum  grades  are  60  feet 
per  mile,  and  one  tunnel  only  in  the  whole  distance 
will  be  required.  Thia  tunnel  is  nme  miles  south 
of  Madisouville,  and  is  to  be  1,000  f«set  long.  The 
bridging  ou  the  Kentucky  portion  io  generally 
light  being  CDufined  mostly  to  small  streams.  In 
Tennessee  the  work  is  of  a  heavier  description, 
inclading  about  three-fourths  of  a  mile  of  tuuneU 
ling  and  two  or  three  heavy  bridges.  The  maxi- 
mum grade  also  is  70  feet  per  mile. 

i. 
Greenville  and  Colambla  Railroad. 

We  have  received  the  last  annual  report  of  this 
important  road,  which  by  its  extensions  and  rami- 
fications seems  destined  to  embrace  ultimately 
nearly  the  whole  railroad  system  of  the  North 
Western  portion  of  South  Carolina. 

This  road,  with  its  branches  to  Abbeville  aud 
Anderson  is  now  164  miles  long,  having  been  fin- 
ished to  Greenville  on  the  9th  of  December  last. — 
Besides  completing  the  work  of  construction,  neai- 
ly  47  miles  of  track,  from  Columbia  to  Newberry, 
have  been  reconstructed  by  the  company  during 
the  past  year.  The  earnings  of  the  road  for  the 
year  ending  May  31st,  1854,  are  $214,865  13,  but 
the  report  does  not  show  the  amount  earned  from 
passengers  and  freight  respectively.  The  expen- 
ses, including  those  of  an  "extraordinary  nature," 
such  as  for  repairing  the  effects  of  freshets  in 
1852,  and  for  relaying  track  between  Columbia 
and  Newberry,  are  $206,774  41.  The  estimated 
income  for  the  ensuing  year  is  $300,000. 

The  whole  road  in  its  picsent  condition  is  stated 
to  be  worth  $3,000,000,  but  which  has  been  at- 
tained by  an  expenditure  for  construction  aud  out- 
fit of  $1,999,080  41.  The  whole  amount  of  capi- 
tal stock  and  "  assessments"  paid  in  is  $1,293,- 
464  26  while  $12,000  remain  still  uncollected.— 
Upon  the  completion  of  further  improvements  ne- 
cessary for  the  safety  and  efficiency  of  the  road, 
the  deficiency  of  capital  stock  as  compared  with 
the  whole  cost  of  the  road  will  be  about  $800,000. 
$600,000  of  bonds  had  been  issued  previous  to  the 
completion  of  the  road  and  the  issue  of  $200,000 
more  upon  like  terms  was  ordered  within  the  cnr. 
rent  year.  Owing  to  the  difficulty  of  disposing  of 
every  kind  of  securities  without  heavy  loss,  $269- 
600  of  these  bonds  are  retained,  and  the  Directors 
bare  pledged  their  own  credits  on  account  of  the 
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company,  to  the  amount  of  S136,000.  The  float- 
JDg  debt  of  the  company  on  Slstof  May  was  about 
$438,000  for  which  assets  were  held,  including  al] 
claims  on  the  part  of  the  company,  of  S140,777^ 
leaving  a  balance  of  S297, 528.  Against  this  sum 
the  company  hold  the  $269,600  of  their  unsold 
bonds,  so  that  under  the  most  favorable  circum- 
stances the  floating  debt  might  be  reduced  to  $28,- 
028. 

With  a  gross  revenue  of  $300,000  for  the  cur- 
rent year  and  allowing  of  this  sum  $150,000  as  net 
earninga,  the  road  will  pay  $56,000  as  the  interest 
on  the  entire  issue  of  bonds,  and  7  per  cent,  in  ad- 
dition upon  the  entire  stock  of  the  company. 

During  the  past  year  an  amended  charter  has 
been  granted  by  the  General  Assembly  of  the  State 
containing  authority  for  several  extensions  of  the 
Greenville  and  Columbia  road.  One  provision  au- 
thorizes  the  construction  of  a  branch  from  a 
point  on  their  road  called  "  Ninety  Six"  to  or  near 
on  Aiken  the  South  Carolina  road,  so  as  to  virtually 
unite  the  Blue  Ridge  and  Soxxth  Carolina  roads  on 
the  most  direct  route,  avoiding  Columbia.  Anoth- 
er pi  ivilege  granted  is  the  right  to  construct  a 
road  from  Abbeville  to  the  Savannah  river,  in  the 
direction  of  Washington,  Ga.,  while  another  pro- 
Tision  authorizes  the  extension  of  the  main  road 
to  the  North  Carolina  State  line,  in  the  direction 
of  Ashville  It  is  proposed  also  to  unite  the  road 
from  Newberry  to  Laurensville  with  the  Green- 
yille  and  Columbia  road,  so  as  to  consolidate  the 
interests  looking  for  an  ultimate  extension  to  Ash- 
Tille  and  thence  north  and  north-west.  The  con- 
struction of  all  the  authorized  extensions  of  this 
road,  and  its  absorption  of  the  Laurens  road,  will 
make  its  whole  length  nearly  300  miles,  making  it 
the  heaviest  railroad  interest  in  the  State  of  South 
Carolina. 

New  York,  Newbarg  and  Syracuse  Railroad. 

We  have  received  from  the  author,  John  J, 
Peck,  Esq.,  a  pamphlet  devoted  to  the  considera- 
tion of  the  value  and  importance  of  the  above  line 
of  road  to  the  city  and  Slate  of  New  York.  Some 
what  ex-parte  in  his  treatment  of  the  subject,  yet 
he  presents  some  very  interesting  and  useful  facts. 
Although  willing  to  believe  the  proposed  road  a 
useful  one,  we  consider  that  the  cheapest  route  by 
which  the  trade  of  Syracuse  can  reach  New  York 
is  already  in  operation.  As  a  route  for  travel, 
Aud  as  tending  to  stimulate  the  growth  of  three 
or  four  interior  counties  which  have  grown  little, 
if  any,  for  fifteen  years,  we  believe  the  proposed 
direct  road  to  Syracuse  to  be  one  of  great  jatoimate 
yalue.      "^-S':^  ■'i-'T-./--'.?-'-'^  ^'i^v'^  .<r>;' '.,v'- 

We  give  the  more  general  considerations  of  the 
pamphlet  before  us. 

CONSIDERATIONS  •'    J       > 't.. 

Respecting  the  Commerce  of  New  York  City,  and 
the  Construction  of  the  New  York,  Newlnirg  ajid 
Syracuse  Railroad.  >  .,-  >,  \ 

Thirty  years  ago  Railroads  were  talked  about 
and  dreamed  of,  and  twenty-five  years  have  not 
•lapsed  since  those  speculations  became  practical 
realities  by  their  successful  operation.  To-day, 
there  are  in  this  country  more  than  17,000  miles 
io  operation,  and  over  12,000  in  progress  j  the  cap- 
ital thus  invested  being  over  $500,000,000.  What 
mighty  results  for  a  people  yet  in  their  infancy  1 
Twenty-five  years  more  of  this  developement  will 
make  th«  United  States  the  m6st  potent  nation  on 
the  globe. 

1^  Our  own  State  is  foremost  in  the  march  of  im- 
proTement,  and  doubtless  will  ever  retain  the  dis- 
tiaotiOD  of  tbe  Empire  State.    She  is  the  heart  of 


the  Republic,  pulsating  with  intelligence  and  pow- 
er. Providence  has  given  her  many  advantages 
of  position,  which  her  citizens  have  improved,  and 
thereby  made  New  York  City  the  commercial  key 
of  the  conntry.  Glancing  at  the  map  of  the  Uni- 
ted States,  we  find  a  chain  of  almost  impassable 
mountains  runnii.g  near  to  and  down  the  whole 
Pacific  coast.  A  lesser  chain  runs  from  the  banks 
of  the  St.  Lawrence  in  New  ^ork,  and  from  Ver- 
mont and  New  Hampshire  to  Georgia  and  Alaba- 
ma, at  distances  varying  from  150  to  300  miles 
from  the  Atlantic  coast.  These  ranges  divide  our 
Territory  into  three  great  divisions,  viz.:  Atlan- 
tic Slope,  Mississippi  Valley,  and  Pacific  Slope  — 
The  great  problem  of  our  day  is  to  conned  these 
vast  sections  by  the  inost feasible  lir.cs  of  communica- 
tion, affording  the  cheapest  and  most  rapid  transit 
for  persons  and  fwjicrty.  For  our  purposes  we  mav 
regard  the  Pacific  Slope  and  Mississippi  Valley  as 
the  Great  West,  ."iiid  seek  for  the  best  highway 
between  it  and  the  Atlantic  Slope.  Nature  has 
provided  a  stupendous  connection,  by  which  a 
boat  may  jiass  from  the  western  part  of  New  York, 
down  the  Allegany,  Ohio  and  Mississippi  into  the 
Gulf  of  Mexico,  and  be  carri  dby  the  Gulf  stream 
and  tides,  along  the  Atlantic  coast  into  the  Harbor 
of  New  York. 

But  this  wonderful  arrangement  falls  far  short 
of  satisfying  the  conditions  of  our  problem,  and 
we  find  that  man  has  constructed  artificial  water 
courses  at  various  points  along  the  dividing  ridge. 
The  Chesapeake  and  Ohio  Caual  was  commenced 
in  1828,  with  the  view  of  connecting  the  Ohio  at 
Pittsburg,  with  the  Potomac  at  Alexandria.  This 
was  regarded  in  the  light  of  a  National  work,  and 
it  was  supposed  that  it  would  command  the  entire 
business  of  the  West;  but  the  difficulties  attending 
its  construction  were  so  great,  that  its  extension 
beyond  Cumberland  was  long  since  abandoned, 
and  it  is  a  more  local  work.  The  James  River  and 
Kanawha  Canal,  designed  to  connect  Richmond 
with  the  Ohio  River,  by  way  of  the  Great  Kana- 
wha, was  commenced  in  1834,  and  is  not  more 
than  two-thirds  completed,  with  an  expenditure 
ol  $11,000,000.  This  will  bean  important  local 
work,  when  finished.  Pennsylvania  entered  the 
field  in  1826,  and  began  her  Canal  line  from  Phila- 
delphia to  Pittsburg,  396  miles,  which  she  com- 
pleted in  1834,  at  a  cost  of  $16,000,000.  In  con- 
sequence of  uncertain  western  connections,  the 
portages  over  the  Alleghanies  and  great  cost  of 
transportation,  this  line  has  never  realized  the  ex- 
pectations of  the  State. 

New  York  began  the  Erie  Canal  in  1817  and 
completed  it  in  1826,  at  a  very  moderate  expense, 
thereby  securing  the  trade  of  the  West,  and  the 
commercial  supremacy  of  the  Union.  The  obstac- 
les in  the  way  of  the  success  of  her  sisier  States, 
(the  Alleghanies)  entirely  disappear  in  Central 
New  York,  or  become  so  unimportant  as  to  be 
easily  crossed  by  the  channels  of  commerce  be- 
tween the  East  and  the  West. 

Until  within  a  very  few  years.  Canal  transporta- 
tion, was  deemed  the  best,  and  no  one  entertained  a 
doubt  of  New  York's  complete  and  continued 
command  of  our  domestic  trade,  and  with  it  the 
foreign.  Now,  there  are  many  who  believe  that 
Canals  can  be  entirely  supplanted,  and  that  the 
commercial  greatness  of  New  York  can  be  divi- 
ded and  subdivided  among  rival  States  and  Cities, 
by  means  of  Railroads.  Acting  with  this  belief, 
our  former  Canal  rivals  have  entered  the  field 
with  determined  resolution  and  great  resources, 
and  goaded  on  by  the  remembrance  of  former  de- 
feats, the  contest  will  be  protracted  and  obsti- 
nate. 

Georgia  has  completed  a  road  from  Savannah  to 
the  Tennessee  River  440  miles,  which  Tennessee 
is  pushing  on  to  Nashville  and  to  the  Mississippi 
River  at  Memphis.  South  Carolina  has  connec- 
ted Charleston  with  the  Georgia  and  Tennessee 
lines  in  such  a  manner  as  to  secure  a  direct  com 
munication  with  Memphis.  She  is  also  endeavor- 
ing to  carry  out  her  long  cherished  project  of  link- 
ing Cincinnati  with  herself  by  Railway. 

Virginia  is  building  two  great  lines,  which  will 
soon  be  in  oper»UoQ|  viz.:  the  Virginia  and  Ten- 


nessee, and  the  Virginia  Central.     The  latter  will 
not  cost  much  less  than  $20,000,000. 

Maryland  commenced  the  Baltimore  and  Ohio 
Road  in  1828,  which  is  not  yet  complete.  It  is 
390  miles  long,  with  over  20  tunnels,  and  has  cost 
over  $20,000,000.  Its  connections  with  Cincinnati 
and  St.  Louis  will  divert  much  of  the  business  of 
Philadelphia. 

Pennsylvania  has  coniploted  the  connection  be- 
tween Philadelphia  and  Pittsburg,  at  a  cost  of 
$18,000,000,  which  will  swell  to  $20,000,000,  when 
the  road  is  finished  with  double  track,  &c.  This 
route  will  connect  with  the  Steubenville,  Cincin- 
nati, Columbus,  Indianapolis,  Terre  Haute  aud 
Atlantic  and  Mississippi  roads,  and  place  St.  Louis 
within  98-  miles  of  Pliiladelpr  ia,  being  150  miles 
nearer  than  New  York,  via  the  Lakes,  and  261 
miles  nearer  than  Boston  by  the  same  route.  By 
the  construction  of  82  miles  from  Biairsville  to 
New  Castle  in  Penn.,  a  cootinuous  road,  requiring 
no  transhipment  will  connect  Philadelphia  with 
Cleveland,  Sandusky,  Toledo  and  Chicago,  four 
centres  of  inland  trade  whose  joint  commerce  in 
1861  amounted  to  $106,000,000  of  dollars.  A 
branch  is  to  connect  Wheeling  with  the  Pittsburgh 
and  Philadelphia  road.  Philadelphia  will  soon  be 
connected  directly  with  the  Port  of  Erie,  by  the 
Sunbury  and  Erie  road,  while  a  projected  short 
link  will  place  Oswego  and  Syracuse  18  miles 
nearer  her,  than  they  are  to  New  York  bj  any  ex- 
isting route,  or  any  projected  one  save  the  Syra- 
cuse and  Newburg  Road.  These  are  only  some  of 
the  roads  projected  by  Philadelphia,  Baltimore 
and  other  cities,  at  a  cost  of  over  one  hundred 
millions  of  dollars,  for  the  purpose  of  recovering 
the  commerce  of  the  country  ;  a  commerce  which 
they  enjoyed  exclusively,  prior  to  the  completion 
of  the  Erie  Canal. 

The  comparative  participation  of  New  York  and 
Philadelphia  in  the  commerce  of  the  country  is 
thus  shown ; 

POPULATION  EXPORTS, 

New  York  Philadel-   New  York.     Philadel. 
phia.  dolls.  dolls. 

1820.... 123,000     137,000     11,709,611     6,743,610 

1821 

1830....  202,067  168,(jOO  17,066.600  4,291,700 
1840....  312,712  258,832  32,408,685  6,820,146 
1850....  700.000     450,000    47,600,000    4,502,000 

1851 79,867,315    6,356,036 

IMPORTS. 
New  York.     Philadel. 
:■  :■      -      ■      -  •  dolbi,  dolls. 

1820 

1821 26,020,022    8,158,922 

1830 38,666,000     9,626,900 

1840 60,064,000    8,500,000 

1850 116,667,568  12,065,834 

1851 144,464,016  14,168,618 

Here  we  perceive  that  the  exports  of  Philadel- 
phia in  1820,  were  greater  than  in  1851.  By  ref 
erence  to  more  complete  returns,  it  will  be  seen 
that  the  exports  and  imports  of  New  York  during 
the  years  1849,  '60  '51,  equalled  those  of  Philadel- 
phia for  the  whole  30  years.  The  table  speaks 
volumes,  and  proves  that  New  York  has  lost  noth- 
ing by  this  rivalry  of  States  and  Cities.  When 
Railroads  came  into  use,  she  adapted  them  to  her 
necessities,  and  stands  to-day,  with  her  Canals  and 
Railroads,  where  the  Erie  Canal  placed  her,  at  the 
receipt  of  custom. 

During  the  year  1851,  there  moved  over  the 
Canals  of  New  York  3,682,733  tons  of  freight,  aud 
1,977,751  tons  reached  tide  water.  Probably  a 
much  larger  amount  passed  over  them  in  1852. — 
2,206,622  tons  of  freight  passed  over  the  New 
York  Railroads  in  1852,  and  their  receipts  for 
passengers  and  freight  amounted  to  the  sum  of 
$11,009,924.  More  tons  of  freight  passed  over 
New  York  Canals  in  1861,  to  tide  water,  than  over 
the  St.  Lawrence,  New  York  Railroads,  and  Mis- 
sissippi, all  combined.  Property  to  the  amount 
of  $190,428,700  passed  over  the  Canals  and  Rail- 
roads of  New  York  in  1861,  beiug  $43,502,267 
more  than  the  value  of  that  passed  over  the  Mis- 
sissippi, and  this  too,  with  the  Canals  closed  130 
days.    These  facts  are  conclcsive  as  lo  the  entire 
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success  of  our  system  of  improvements,  and  war 
rant  the  belief  that  with  the  enlarged  Canal,  pro- 
posed low  freight,  and  some  new  Railway  connec- 
tions, New  York  City  must  forever  retain  her  com- 
mercial supremacy,  and  become  in  time  the  Me 
tropolis  of  America. 

The  Great  West  is  yet  in  its  infancy.  Its  virgin 
soil  is  capable  of  sustaining  hundreds  of  millions 
of  human  beings,  anfl  its  production  and  manufac 
tures  may  be  made  infinite.  Senator  Douglas  of 
liiinuis,  in  his  address  at  a  recent  State  Fair  in 
New  York,  says:  "As  the  Western  States  and 
territories  become  settled,  and  agricultural  pro 
ducts  accumulate,  new  Railroads  and  Canals  be- 
come necessary  to  furnish  means  of  transportation. 
The  West  is  des'rous  of  securing  every  avenue  to 
the  sea.  It  requires  the  navigation  of  the  Missis- 
sippi, and  the  St.  Lawrence,  the  Canals  of  New 
York,  Pennsylvania,  Indiana  and  Illinois,  and  all 
the  Railroads  now  constructed  or  in  process  of 
construction  from  the  sea  coast  to  the  Mississippi 
Valley.  And  all  these  facilities  will  yet  prove  in- 
sufficient to  form  adequate  outlets  for  the  constan 
tly  accumulating  products  of  the  western  farmers. 
New  lines  of  communication  will  be  called  into 
existence,  and  it  is  extremely  doubtful  whether 
the  capital  and  enterprise  of  the  country  will  be 
able  to  keep  pace  with  the  increasing  demand 
for  internal  improvements." 

In  view  of  these  facts  New  York  should  contin 
ue  to  act  in  a  manner  commensurate  with  the 
magnitude  of  her  interests.  To  pause,  is  to  go 
backward.  Supineness  and  indifference  will  ulti- 
mately involve  us  in  disasU'r  and  disgrace.  Ad- 
vance we  must,  if  we  would  retain  "  Excelsior" 
for  our  watchword.  Then,  let  us  go  on  perfecting 
our  national  line  of  communication,  by  enlarging 
our  Canals,  shortening  and  straightening  our  Rail 
roads,  and  by  constructing  and  equipping  them  in 
the  best  possible  manner. 

This  policy  requires  that  Central  New  York 
should  be  connected  with  the  City  of  New  York,  by 
a  Railroad  that  will  materially  reduce  the  distance 
via  Albany,  and  connect  directly  with  the  West. 
Such  is  the  object  in  view  in  pressing  the  imme- 
diate construction  of  the  New  York,  Newburg  and 
Syracuse  Road,  and  attention  is  invited  to  its  con- 
sideration. 

CHARACTERISTICS  OP  THE  NEW  YORK,  NEWBCRG  AND 
SYRACUSfE  RAILROAD. 

Syracuse  is  near  the  geographical  centre  of  the 
State,  148  miles  west  of  Albany,  at  the  junction 
of  the  Erie  and  Oswego  Canals,  and  of  the  New 
York  Central  and  Oswego  and  Binghampton  Rail- 
ways. Newburgh  is  on  ^e  Hudson,  85  miles  below 
Albany,  and  60  above  New  York.  It  is  connected 
with  the  latter  city  by  the  river,  Erie,  and  Hud- 
son River  Roads,  and  will  shortly  be  in  connection 
with  most  of  the  New  England  Roads  by  the  Fish- 
kill  and  Providence  Road. 

The  New  York  terminus  is  on  the  Jersey  shore 
opposite  the  heart  of  the  city. 

From  Syracuse  to  Chambers  street  Depot,  New 
York  via  Albany,  is  295  miles,  while  by  this  route 
it  is  but  238,  by  a  hasty  chaining;  a  saving  of  67 
miles.  The  Engineer  and  the  Directors  are  san- 
guine that  from  7  to  10  miles  more  will  be  saved 
by  a  careful  survey.  Calling  it  7,  we  have  64 
miles. 

To  this  is  to  be  added  the  difference  in  favor 
of  steam  over  horse  power.  Passengers  are  taken 
from  31st  street  to  the  Depot  by  horse  power,  con- 
suming from  25  to  80  minuter,  when  the  streets  are 
unobstructed.  During  this  20  minutes  the  Hobo- 
keu  trains  would  run  15  or  18  miles,  and  land  pas- 
sengers at  the  dock.  Allowing  for  the  distance 
from  81st  to  Chambers  street,  we  have  a  gain  of 
13|  miles,  which  added  to  64,  gives  774  miles. 

The  element  of  horse  power  is  a  serious  trouble 
to  the  Hudson  River  Road,  as  the  rapid  extension 
of  the  city,  up  the  river,  will  force  them  to  stop 
their  engines  some  miles  from  their  Depot  in  a  few 
years.  A  bill  is  now  before  the  Legislature  to 
stop  them  at  125  street,  about  7  miles  from  Cham- 
bers street. 

This  saving  of  77  J  miles,  is  equal  to  2}4  liours,  in 
time. 


Ogdensbttrg  to  New  York. 

Ogdensburg  to  Rouse's 118  miles. 

Rouse's  to  Whitehall 188     " 

Whitehall  to  Albany, 70      " 

Albany  to  Chambers  St, 146i 

Ogdensburg  to  Watertown 66 

Watertown  to  Syracuse, 60 

Syracuse  to  New  York,  equivalent,. 2174- 


5214 


-3424 
179 


Oswego  to  New  York. 

Oswego  to  Rome, 73 

Rome  to  Albany , 109 

Albany  to  Chambers  St, 1454- 

Oswego  to  Syracuse 36 

Syracuse  to  New  York,  equivalent,. 2174- 


Dunkirk  to  New  York. 

Dunkirk  to  New  York 464- 

Dunkirk  to  Buffalo, 41 

Buffalo  to  Syracuse 160 

Syracuse  to  New  York, 231- 


-3274 

-2524 
75 
-464 

-422 
42 


Buffalo  to  New  York. 

Buffalo  to  Homellsville 92 

Hornellsville  to  New  York, 333 425 

Buffalo  to  Syracuse 150 

Sy  racuse  to  New  York, . . .  miles, ....  231 881 


44 

-350 

-306 
44 

-804 
-281 

Saving  of  Time. 

Ogdensburgh, 6   hours. 

Oswego 24      " 

Dunkirk 1*      " 

Canandaigua, 14      " 

Syracuse,  over  Binghamton  Road, 24      " 


.:,.  y        Canandaigua  to  New  York. 

Canandaigua  to  Elmira, 67 

ElmiratoNew  York, 283- 

Canandaigua  to  Syracuse, 75 

Syracuse  to  New  York, miles, 231- 


Sy racuse  to  New  York. 

Syracuse  to  Binghamton, 79 

Binghamton  to  New  York, . .  .miles, . .  226- 

Syracnse  to  New  York, miles, . . .  231- 


Eqaatlou  oforades. 

I  wish,  in  this  stage  of  the  discussion  of  this 
subject,  to  do  something  towards  giving  it  a  prac. 
tical  direction.  A  knowledge  vf  principles  will  do 
more  good  than  that  of  any  empirical  results. 

The  relative  disadvantage  of  grades,  or  inclines 
as  compared  with  levels,  affects  primarily  the  in- 
terests of  the  owners  of  a  road,  and  is  therefore  to 
be  estimated  by  a  standard  of  money  and  not  al- 
together of  power.  It  is  easily  seen  that  one  half 
of  the  expesses  of  most  roads  are  for  such  objects 
as  are  wholly  independent  of  the  physical  features 
of  their  lines.  This  fact  affects  the  practical  view 
of  grades  to  a  great  extent.  Again,  if  the  actual 
power  be  ascertained,  necessary  to  work  any  line, 
it  makes  all  the  difference  in  the  world  as  to  how 
such  power  is  distributed  or  disposed.  Both  the 
Western  Railroad  of  Massachusetts  and  the  Balti- 
more and  Ohio  Railroad  encounter  grades  of  88 
feet  per  mile,  but  I  will  venture  that  the  cost  of  car- 
rying one  ton  over  this  grade  upon  the  latter  road 
does  not  exceed  one  half  of  what  it  does  on  the 
former.  And  in  this  comparison  I  would  place 
the  cost  of  fuel  and  wages  as  the  same  on  both 
roads. 

At  the  same  time  it  is  necessary  to  have  means, 
MportwA  Mpowible,  for  esUot^iiig  the  power 


absorbed  by  inclines,  and  especially  to  understand  • 
the  resistance  of  inclines  when  compared  with  dif. 
ferent  degrees  cf  speed  on  a  level.     The   relative 
resistance  of  grades  as  compared  with   levels  is 
really  the  only  fact  of  value,  to  be  ascertained.— 
The  additional  resistance  of  grades  is  one  of  gravi- 
ty only,  while  the  ordinary  resistances  upon  levels 
are  due  to  friction,  concussions,  atmosphere,  etc., 
some  of  which  are  due  not  only   to  the  weight  or 
speed  of  trains,  but  more  particularly   to  the  coo- 
dition  of  tracks  and  machinery.     It  is   upon   this 
mode  of  estimating  the  disadvantage  of  inclines 
that  I  attach  much  value  to  the  table  prepared  by  . 
Mr.  G.  L.  V»se,  from  the  formula  of  John  Scott  Rus. 
sell,  and  given  in  the  Journal  of  Aug.  12tb.  Thefor- 
mula  upon  which  it  is  based  might,  require  revis- 
ion to  apply  to  the  generally  inferior  condition  of 
American   tracks,  and  also  on  account  of  the  use 
of  the  truck-frame  undei  all  of  our  cars,  instead 
of  the  English  system  of  rigid  wheels. 

I  do  not  attach  much  general  importance  to  the 
advantage  of  descending  grades,  inasmuch  as  al- 
though there  is  generally  surplus  power  in  such 
cases,  there  are  few  cases  in  which  the  advantage 
can  be  realized  by  adding  more  cars  to  the  traio 
at  the  moment  of  commencing  the  descent.  Th« 
whole  advantage  gained  is  restricted  therefore  to 
the  saving  ot/ucl,  all  other  running  expenses  re- 
maining the  same,  and  the  track  l)eing  strained 
by  tbt,  rapid  speed  of  descent  more  than  enongii 
to  offsett  the  diminis^hed  power  of  traction.  For 
that  reason  I  think  it  was  with  propriety  that  Mr. 
Vose  left  out  aay  consideration  of  the  gain  to  be 
effected  on  descending  grades. 

Leaving  out  any  consideration  of  the  disposUit* 
of  motive  ptwcr,—  a  matter  which  is  of  first  impor- 
tance in  estimating  the  financial  disadvantage  of 
grades, — it   is    useless    to  determine    the   exact 
amount  of  power  necessary  to  work  a  train,  unless 
we  have  just  as  accurate  means  of  measuring  the 
power  of  locomotives.     But  it  is  impossible  to  de- 
termine  the  amoant  ol  power  exerted  by  locomo- 
tives under  all  conditions,  by  the  application  of 
any  known  formula.     Although  any  inte'Ugent  en- 
gineer can  at  once  comprehend  the  elements  which 
enter  into  the  determination  of  motive  power,  and 
be  perhaps  able  to  conduct  experiments  necessary  ' 
to  arrive  at  the  result  himself,  he  knows  by  tb« 
same  means  of  information  which  guided  him  at 
first  that  the  power  of  locKmotives,  that  is  to  «*y  V 
the  power  actually  exerted,  is  variable  with  every  , 
condition  of  the  engine  and  train. 

I  do  not  make  these  remartts  to  embarrass  the 
question  of  the  equation  of  grades,  but  to  show 
that  any  one  who  expects  to  establish  any  precise 
formula  or  standard  of  power  or  resistance,  appli- 
cable to  all  circumstances  alike,  will  expect  a 
hopeless  result.  "  '-  /• 

The  equation  of  grades  with  reference  to  the 
transportation  of  freight  is  of  the  greatest  impor- 
tance in  our  country,  as  the  economy  of  this  move- 
ment  is  more  to  be  consulted  than  the  pasaenger 
business.  It  is  found  in  practice  that  an  ascent  of 
20  feet  in  one  mile,  at  a  slow,  freight-train  speed, 
requires  two  engines  where  one  at  equal  power 
is  sufficient  on  a  level.  It  is  found  also  in  prac- 
tice that  except  cars  be  ready  at  the  summit,  at 
the  moment  of  commencing  the  descent,  little  if  ■ 
anything  is  gained  over  a  level  in  descending  such 
a  grade.  And  it  is  also  found  that  for  every  ad- 
ditiooal  20  feet  of  asoeat  per  mile  another  eofine 
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IS  required.  These  are  simple,  practical  facts, 
more  to  bo  considered  than  the  results  of  any  em- 
pirical formula. 

I  trust  I  shall  be  pardoned  if  I  do  not  attach  all 
the  importance  to  theory  which  marks  the  steps 
of  men  unscliooled  in  practice.  I  do  not  distrust 
theory,  in  Cido,  and  iu  fact  am  very  much  addicted 
to  theoretical  examinations  where  practice  can- 
not be  conveniently  realized.  I  wish  to  divest  the 
equatior  of  grades  of  all  theoretical  encumbrances 
as  far  as  possible,  as  I  consider  that  it  is  well  set- 
tled by  practical  results,  and  that  it  is  no*  now 
the  resistance  of  grades  which  requires  to  be  as- 
certained but  the  best  means  of  overcoming  it. — 
I  have  broached  the  subject  of  equating  grades, 
occasionally  in  this  Journal  for  the  purpose  of  in- 
itiating an  improved  practical  system  for  working 
undulating  roads.  And  it  is  in  such  a  connection 
that  I  anticipate  any  beneficial  results  to  railroad 
companies  in  the  di.scus$ion  of  the  subject. 

Zcrah  Colburn. 

Engineering  Office  and  Agency. 
-.  ■  .         No.  9  Spruce  St.,  N.  Y. 

Licbanon  Valley  Railroad. 

We  notice  in  one  of  the  Reading  journals  the 
report  of  the  Board  of  Dirctors  of  the  Lebanon 
Valley  Railroad,  made  to  the  Stockholders,  under 
the  date  of  April  3,  1864,  from  which  we  extract 
as  follows : — 

The  line  uf  the  Lebanon  Valley  Railroad  leaves 
the  main  track  of  the  Philadelphia  and  Reading 
Railroad,  opposite  their  freight  depot,  in  Reading, 
and,  c  o.ssing  t'^e  Schuylkill  River  just  below  the 
mouth  of  the  Tulpehocken,  passing  near  the  villa 
ges  of  Sinkli!V  Springs  and  Wemersville ;  inclines 
to  the  south  of  the  borough  of  Womelsdorf,  and, 
passing  south  of  Stouchburg,  Mifflin's  Harbor  and 
Myerstown,  enters  the  borough  of  Lebanon  paral- 
lel with,  and  north  of  the  turnpike ;  whence,  after 
being  joined  by  the  North  Lebanon^  Railroad, 
(leading  from  the  famous  Cornwall  'iron  Ore 
Banks,)  it  passes  near  Annville,  Palmyra  and 
Hummelstown,  crosses  the  Swatara  River  at  the 
mouth  of  Beav«r  creek  about  seven  miles  from 
Harrisburg,  its  western  terminus,  which  place  it 
enters  by  "Poor  House  Ran,"  and  ends  at  the 
junction  of  the  Pennsylvania  and  Harrisburg  and 
Lancaster  Railroads. 

The  whole  length  of  the  road  between  the  ter- 
mini stated,  is  5"3>^  miles. 

In  reference  to  the  cost  of  constructing  the  road 
it  is  stated  that — 

Cost. — Two  estimates  were  submitted  by  the 
Chief  Engineer  to  the  Board,  at  their  last  Febru- 
ary meeting ;  one,  of  a  line  graded  for  41  %  miles 
of  single,  and  12  miles  of  double  track,  and  53>^ 
miles  of  main,  and  6  miles  of  turn-out  tracks  laid ; 
with  water  and  way  stations,  amounting  to  the  fol- 
lowing sum: 

Graduation,  masonry  and  bridging $1,170,396 

Fifty-three  and  a  half  miles  main  track, 

60  lbs.  rail 675,662 

Four  miles  turn-outs,  52  lbs.  rail 34,680 

Switches,  way  and  water  stations 46,000 

Contingencies  and  engineering 72,000 


In  consideration  of  the  greater  facility  of  grad- 
ing a  double  track  road,  the  inconvenience  and 
risk  of  accident  in  grading  the  second,  daring  the 
constant  use  of  the  first  track,  and  in  view  of  the 
pressing  demand  for  both  tracks  which  they  be- 
lieve will  have  arisen,  simultaneously  with  the 
completion  of  their  road,  your  Board  Lave  decided 
to  adopt  the  estimate  for  a  double  track  gradua- 
tion, and  have  directed  the  road  to  be  so  prepared 
for  construction. 

On  the  14th  ultimo,  after  a  careful  comparison 
of  the  various  propo.sals  submitted  by  a  number 
of  responsible  contractors,  the  contracts  for  grad- 
ing, masonry  and  superstructure,  except  the  iron, 
were  awarded,  unanimously,  to  Messrs.  P.  O'Reilly, 
of  Reading,  and  George  M.  Lauman,  of  Harrisburg, 
both  gentlemen  of  great  experience,  energy  ol 
character,  ample  means  and  large  stockholders  in 
your  work  from  its  commencement. 

Mr.  Lauman's  contract  extends  from  Harrisburg 
about  13  miles  eastward;  Mr.  O'Reilly's  thence  to 
Reading.  Both  contractors  are  making  vigorous 
preparations  for  the  immediate  and  prompt  prose- 
cution of  their  work. 

The  financial  condition  of  the  company  is  thus 
refered  to : 

FINANCIAL    CONDITION. 

To  the  present  date,  the  subscriptions  to  the  ca- 
pital stock  amount  to  $1,035,550,  as  follows  ; 

Subscriptions  of  firms,  companies  and 

individuals S785,660 

City  of  Reading,  municipal  sub.icrip- 

tion 200,000 

Borough  of  Lebanon,  municipal  sub- 
scription           50,000 


«1 ,897,738 
And  another  estimate,  for  a  double  track  gradu- 
ation, bridging  and  masonry  throughout,  with  a 
single  track  of  the  most  approved  character,  laid 
with  76  lbs.  rails,  turn-outs  and  stations,  the  same 
as  in  previous  estimate  : 

Graduation,  masonry  and  bridging $1,417,736 

Fifty-three  and  a-half  miles  main  track, 

76  lbs.  rail 669,188 

Four  miles  sidings,  52  lbs.  rail 34,680 

Switches,  way  and  water  stations 63,750 

Contingencies  and  engineering 84,000 


$2,269,864 


$1,035,560 
To  provide  the  additional  means  for  the  con- 
struction of  the  road'  bonds  will  be  issued,  which 
from  the  amount  of  stock  subscription  already 
made,  as  well  as  from  the  certain  prospects  of  a 
large  and  profitable  business,  to  be  hereafter  al- 
luded to,  it  is  confidently  believed  will  assure  the 
most  favorable  consideration  as  an  iiivestment 
from  capitalists  at  home  and  abroad. 

The  Directors  make  the  following  estimate  of 
the  probable  business  and  receipts  of  the  road 
upon  its  completion : 

PASSENGER    BUSINESS.  •.  ;..    •-;•.- 

Local  passengers,  80,000  in  all,  •  ;. 

equal  to  40,000   through,  at 
$1  60 $60,000 

Through  passengers,  estimated 
at  $1  60  each  way  daily,  93,- 
OPO^atSl  90 103,200 


.f:H 


W*.". 


163,290 


FREIGHT   BUSINESS. 

Iron  ore,  estimated    equal    to  -  ■ 

200,000  tons,  carried  27  miles, 
at  80  cents $160,000 

Coal,  75,000   tons,  carried  27  '".'/ 

miles,  at  80  cents 60,000  ' 

Local  freight,  including  lumber, 
grain,  flour,  pig  iron,  agricul-        /..  ..^  i 
tural  produce,  and  merchan-        - 
dize  of  every  description,  es- 
timated equal  to  36,000  tons, 
tons,  carried  half  the  length        '^  •  'i? 
of  the  road,  at  $1  20  per  ton    42,000 

Through  freight,  from  Balti- 
more, Cumberland  Valley, 
Susquehanna,  Stmbary  and 
Erie  Railroads,  estimated  at 
600  tons  per  day  eastward, 
and  100  tons  per  day  west- 
ward, in  all  93,000  tons,  at 
$1  25  per  ton 116,260 


r  r-.- 


378,250 

Receipts  from    mails,  express  and  all 
other  sources 16,000 


656,640 
Deduct  46  per  cent,  for  working  expen- 
ses •  ••-  ....  ....  ••••  ••••  ••«•  ••••  ••      .^50,448 

■■■i  KM.  -ra:.. .    


Netinomp© ...4.. $306,077 


Hj' 


r  '  ~ 


It  is  believed  that  this  estimate  will  be  realized 
on  the  completion  of  the  road,  two  jears  hence, 
by  which  time  several  new  furnaces  and  manufac- 
tories in  the  Schuylkill,  Susquehanna,  aod  Lebanon  ""^ 
valleys,  now  being  erected,  with  the  increase  of 
business  throughout  the  country  generally,  will 
have  largely  added  to  its  resources  for  both  locals, 
and  through  transportation. 

The  line  between  Reading  and  Lebanon  will  be 
graded,  and  a  single  line  of  rails  laid,  by  the 
summer  1855,  with  the  exception  of  the  bridge 
over  tho  Schuylkill  River  at  Reading ;  which 
."tructure,  with  that  over  the  Swatara,  near  Hum- 
melstown, it  is  expected  will  be  completed  in  all 
of  the  same  year,  allowing  the  whole  line  to  be 
opened  for  public  travel  by  the  spring  of  1866. 

We  look  upon  the  Lebanon  Valley  Road,  (upon  ijV 
the  ultimate  con.solidation  of  the  business  opera- 
tions of  several  isolated  roads  in  that  direction) 
as  occupying  a  link  iu  a  very  direct  and  useful 
line  of  railroad  from  New  York  to  Cincinnati.  The 
connection  of  the  New  Jersey  Central  with  the 
Lebanon  Valley  Road,  and  of  the  Cumberland 
Valley  with  t!)e  Baltimore  and  Ohio  Road,  with 
the  necessary  bridging  of  the  Delaware,  Potomac 
and  Ohio  river  would  complete  a  line  of  railrAd 
from  New  Yorl.  to  the  Ohio  Valley  of  less  length 
than  by  any  otL  route.  It  would  save  very  near- 
ly 200  miles  over  the  line  by  way  of  Cleveland. 


Cravrfordavllle,    Frankfort,    Kolsomo    and 
fort  IVayr  ;  Railroad  of  Indiana. 

In  the  West,  a  direct  connection  with  the  eastern 
markets  is  looked  upon  as  essential  to  every  local 
system  of  railroads.  In  the  State  of  Indiana,  a 
wide  district  of  country  intervenes  between  the 
Northern  Indiana  road  on  the  North,  and  tho  In- 
dianapolis and  Bellefontaine  road  on  the  south. — 
This  tract  of  country  has  stimulated  a  large  share 
of  railroad  enterprise,  the  Toledo,  Wabash,  and  St. 
Louis ;  Logansport  and  Northern  Indiana,  and  the 
Cleveland  and  St.  Louis  Air  Line,  being  among  the 
foremost  in  their  efforts  for  the  occupation  of  this 
district.  All  of  these  roads  look  to  an  Eastern 
terminus.  More  recently  a  new  road,  with  similar 
objects,  and  whose  direction  is  indicated  by  its 
descriptive  title  above,  has  been  located  and  let  to 
contract. 

A  road  is  now  constructing  from  Crawfordsville 
to  Terre  Haute,  which,  at  the  latter  point,  has  a 
direct  connection  with  Evansville.  Terre  Hante 
and  Fort  Wayne  are  destined  each  to  become 
most  imptrtant  focal  points  for  extensive  systems 
of  railroads,  and  the  road  under  notice  forms  near- 
ly an  air  line  between  them.  Three  most  impor- 
tant eastern  extensions  will  be  secured  at  Fort 
Wayne.  One  running  direct  to  Toledo  will  give 
the  shortest  outlet  to  the  lake ;  one  extending  to 
Fremont  on  the  Cleveland  and  Toledo  road,  and  to 
be  built  by  that  company,  and  also  the  Tiffin  and 
Port  Wayne  Railroad  will  give  very  direct  lines 
to  Cleveland ;  while  the  Ohio  and  Indiana  and 
Ohio  and  Pennsylvania  roads,  extending  to  Pitts- 
burg, will  give  a  direct  route  to  Philadelphia  and 
Baltimore.  At  Terre  Haute  two  lines  will  extend 
to  St.  Louis,  and  one  to  the  Ohio  river  at  Evans- 
ville, and  by  the  New  Albany  and  Salem  Railroad 
to  Lake  Michigan  and  Louisville.  The  distance 
from  Cleveland  to  St.  Louis  by,  this  route  will  be 
614  miles,  via  Cleveland,  Toledo  and  Fort  Wayne 
extension  on  the  east,  and  the  Atlantic  and  Miss- 
issippi road  on  the  west.  The  counties  on  the  line 
of  the  Crawfordsville  and  Fort  Wayne  loal  are 
equal  in  population,  although  smaller  in  size,  to 
those  immediately  on  the  Wabash  river. 
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The  work  under  construction  extends  from  Craw- 
fordsville  to  Russiaville,  a  distance  of  42  miles, 
being  less  tVian  one  third  of  a  mile  loogcr  than  an 
airline.  ■n^^^/.i  :■■;:::    .^^..a'^  V;f 

The  distance  by  this  line  from  Cleveland  to 
Evansvillc  will  be  45  i  miles,  and  from  Detroit  to 
St.  Louis  470  miles.  '.^^ '.'''■:'■  "':''i 

That  portion  of  tho  road  east  of  Russiaville,  and 
extending  to  Fort  Wayne  will  be  placed  under 
construction  as  soon  as  the  stock  subscriptions  re. 
ceived  upon  that  portion  of  the  line  will  justify  the 
responsibility.  For  the  construction  of  the  whole 
road  there  arereported  subscriptions  to  the  amount 
of  $190,000,  while  several  stock  books  have  fail- 
ed to  come  in  at  the  time  of  making  the  report. — 
Of  this  amount  $198,000  are  applicable  to  the 
western  portion  of  the  road,  and  S292,000  to  the 
eastern  division 

The  oflScers  of  the  road  are  A.  M.  Puett,  of 
Rockvilla,  President ;  A.  Thompson,  S.  Kenworthy 
John  Majors,  J.  Douglass,  R.  Frazier,  N.  Bell,  M- 
Burton,  J.  McClnre,  J.  D.  Pulse,  Hon.  Samuel 
Hanna,  aud  J.  L.  Williams. 


other.     It  is  almost  a  level 
70  mites. 


stretch  of  more  tbanfj^teaui   Kn^lne   and   Blowing 

Cyliiidei'M  for  Blast  Furnace 
for  Sale. 


Unnaual  Performance  nf  a  lioeomotlve. 

We  find  in  a  recent  number  of  the  Clevaland 
Herald,  an  account  of  the  trip  of  one  of  the  en- 
gines of  the  Cuyahoga  Locomotive  Co.,  in  which  a 
remarkable  extent  of  economy  in  running  is  ex- 
hibited. It  is  stated  that  the  engine  "  Nashville," 
ran  from  Columbus  to  Erie  and  40  miles  back,  or 
in  all  295  miles,  with  but  one  tendtr-full  of  wood. 
This  feat  itwassaidwas  accomplished  on  one  oftbe 
ordinary  trips  of  the  lightning  train,  with  the  usual 
train  of  cars,  and  subject  to  all  the  stops,  checks 
and  interruptions  of  every  day  running. 

We  should  much  like  to  know  how  large  a  ten- 
der was  used,  and  to  what  degree  it  was  packed, 
so  that  the  number  of  cvbic  feet  of  wood  used  for 
the  entire  distance  could  be  known.  We  know 
of  cases  in  running,  where  the  consumption  of 
wood,  with  an  ordinary  train,  was  but  one  cubic 
foot  of  wood  per  mile,  equal  to  one  cord  for  128 
miles.  At  this  rate  the  Cuyahoga  engine  would 
have  used  over  2}>^  cords  of  wood,  whence  we  are 
lefl  to  infer  that  the  tender  was  of  unusual  size 
and  filled  to  tho  utmost,  or  that  this  extraordinary 
rate  of  economy  was  exceeded. 

North  Carvlina.  '     1    ' 

A  ^invention  of  delegates  from  sercrsd  dlTthe 
northern  counties  of  North  Carolina  is  to  be  held 
at  Yancey  ville,  Caswell  Co.  on  the  8th  of  Novem- 
ber next,  to  take  measures  for  extending  the 
Roanoke  Valley  railroad  through  the  counties  of 
Granville,  Person  and  Caswell  to  Loaksville. — 
The  four  counties  intersected  contained,  in  18^, 
61,794  inhabitants.  Such  a  road  would  give  a 
direct  outlet  to  Portsmouth  and  Norfolk  for  a 
large  district  of  country  now  partially  or  wholly 
dependent  on  the  Richmond  and  Danville  road. 


A.  B.  Warford, 

Chief  Engineer,  Susquehanna  KailruaJ,  Harrisburg,  Pa. 

To  Engineers  and  Surveyors. 

AYOCNG  man,  18  years  old,  wanL-^  a  bitiiatioii  (to  li-aru  the 
businesx)  as  chain  carrier,  in  a  railroad  survey.  No  ob- 
jections to  go  to  any  part  of  the  country,  or  world.  Good  re- 
ference can  be  given  if  requirtxl.  Address  Aa  S>,  Office  of  ttaw 
Journal.  [32  Im 


RAILItOAD  STOCKS,  BOXDS  *  STATE  SECURITIES. 
The  i-ubscriber  otfers  for  sale — 

Ohio  and  Mississippi  Railroad  Comftany,  7  per  cent,  second 
mortgage,  convertible  Bond.«.  Interest  (payable  semi-aonually 
in  New  York. 

Scioto  and  Hocking  Valley  Railroad  Compnny,  7  per  cent, 
first  mortgage,  convertible  Bonds.  Interest  payable  semi-an- 
nually in  New  York. 

Cincinnati,  Western  Railroid  Company,  8  per  cent.  Real 
Estate  Bonds.     Interest  payable  scini  nnnually  io  New  York. 

Hamilton  County,  Ohio,  6  per  cihU  bunds  Int«reet  payable 
eeini-anDualiy  in  New  York.  • .-     r 

Louisville  and  Portland  K.  R  Co.  Bonds. 

Maysvllle  and  Lexington  R  R.  Co  ,  6  percent  second  mort- 
gage, convertible  Bonds. 

Louisville  City  Bonds. 

Cincinnati,  Logunsport  and  Chicago  R.  R.  Co.,  10  por  cent. 
Income  Bonds. 

RAILRO.VD  STOCKS..      -    , 
Covington  and  Lexington  R.  R.  Stock. 
Cincinnati,  Ilamilton  and  Dayton  R.  R  Stock.     '    .. 
Little  Miami  R.  R.  Stock. 
Ohio  and  Mississippi  R.  R.  Stock. 
Southern  Bank  of  Kentucky  Stock.  .  ".  t  ■ 

Columbus  and  X.^niaB.  B.  Stock.  .. 

Cincinnati  and  Chicago  R.  R.  Stock.        ■'.''.->-     '     - 
Central  Indiana  R   R.  Stock  iV      - 

Cincinnati  and  IiiJianapoli..^  R    R.  Stock  ,.   . 

Indianapolis  anit  Bt-llefbntaino  R.  R.  Stock 
Cincinnati,  Wilmington  and  Zanes\'ille  R.  R.  Stock. 
WANTED— $100,000,  for  which  the  l^t  Gecuriti««  will  be 
given. 

WANTED  -$40,000.  on  commercial  fiaper.  -        "  .    . 

ISAAC  OSBORN  DAVIS, 
Stuck  Exchange  and  Financial  Agency  Office, 

Nn.  38  Third  street, 
32  Im]  Cincinnati,  Ohio. 


ON  THE  APPLICATION  OF  IRON  TO  BUILD- 
ING PURPOSES.— Jon\  Wir.EV,  No.  -167 
Broadway,  has  just  piiblished — 

FAIRBAIRN  ON  THE  APPLICATION  OF 
CAST  AND  WROUGHT  IRON  TO  BUILDING 
PURPOSES.  By  WilUam  Fairbairn,  C.  E.,  F.  R. 
S.,  F,  Q.  S.,  etc.  .Ivol.  8vo.,  with  numerous  Dia- 
grams and  Illu!>trations,  and  tables  for  calculat- 
ing the  strength  of  materials  &c.     Price  $2. 

Selections  from  Contents. — On  Cast  Iron 
Beams  for  supporting  the  Floors  of  Buildings — 
CfiX  Iron  Beams  with  Flanchea— Experiments 
made  at  Leeds  bv  the  Author — Rules  for  the 
Strength  of  Cast  Iron  Beams — Table  of  Result- 
On  Compound  or  Truwed  Cast  Iron  Beams  or 
Girdws — Rule  for  Calculating  the  Strength  of  do. 
— Comparison  of  Cost — Process  of  Toughening  Cast 
Irou--Experiment9  —  Cupola  —  Air  Furnace — On 
Wrought  Iron  Beams  for  supporting  the  Floors  of 
Buildings,  and  for  other  purpo-^es — Experiments 
on  the  strength  &c.,  of  do — Ou  Wrought  Iron  Trel- 
lis Girders— Formula  for  Calculating  the  Strtnjth 
of  Trellis  Beams,  &c„  &c. 

"No  engineer  can  do  without  this  book." — 
ScientifU  American.  (84.  2t. 


Ile^v  York  and  Vlrg^inla  Air  Line. 

The  Commissioners  of  the  Railroad  Companies 
chartered  by  Virginia,  Maryland,  Delaware,  New- 
Jersey,  and  constituting  the  New  York  and  Nor- 
folk Air  Line  Railroad,  are  to  bold  a  meeting  at 
the  Astor  House  in  New  York  on  tho  6  th  Septem- 
ber. The  Norfolk  Herald,  heretofore  opposed  to 
the  construction  of  this  road,  now  comes  out 
strongly  in  favor  of  it,  and  says  the  survey  of  the 
Virginia  section  shows  that  it  is  not  ioteroepted  by 
a  single  stream,  being  upon  the  ridge  that  rises 
gradually  from  the  broad  Atlantic  od  the  one  band, 
and  t)}e  bold  w*t«r8  of  th«  GbMap«ak«  oa  tte 


NOTICE. 

THE  Copartnership  heretofore  estating  between  the  uoder 
gi^ed,  untior  the  ixm  of  Smith  Sl  Tyaon,  is  this  day  di*- 
aolved  by  mutual  consent  Either  partner  is  authorlied  to  aet- 
tle  the  business  of  the  concern. 

J.  HOPKINSON  SMITH, 
^<^':^  RICHARD  W.  TT80N, 

-    -^  No.  25  South  CharU*  $tr. 

Baltimore,  July  Isf ,  1864. 


Notice  of  Copartnership. 

THE  undersigned  have  this  day  formed  a  Copartnership 
luider  the  firm  of  J.  Bopkinsoo  Smith,  in  which  Richard 
W.  Tyson  is  a  special  partner,  and  J.  HopUnson  Smith  ia  the 
general  partner. 

J  BOPKINSON  SMITH, 
RICHARD  W.  TYSON. 
DaMmorey  July  \$t,  1864.  {S3  3m 

f\(\(\  TONS  No.l  Olenganiock  Scoich  Pig  -Iron  in  k>U  to 
\j\J\J  esit  puivimserf  fbr  sale  by 

NATLOR  k.  OO. 

M  oMf  101  John  ft. 

^.  B.— The  above  Iron  constantly  imported.  [32  tf. 


A     STEAM  ENGINE,  20  inch  cylinder,  siij  tive  ft*t  stroke, 
J\.  together  with  Blowing  Cylinderf,  five  fi^et  diameter,  and 
six  feet  rtroke,  in  perfoct  working  order,  for  sale.     Apply  to 
EDW.  BECH  &  KT'XHAR-DT,  62  Beaver  St., 
J^Or,  A    TOWAR,  Aj»::t  PokeejMiielron  Worka, 

*»"■  P.)kepf«'e,  NY. 


23tf 

For  Sale,  *'?* 

.■ . ' 

BY  tl»e  Baltjmor«>  and  Ohio  Itailroad  Company,  24  crate  ram  -.' 
ada|>ted  to  Railroad  puriiosc,  which  will  be  Mtid  at  a  rejia>4..c. 
onable  price.     For  furtlier  uiformation,  apply  to. 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimort-  and  Oui«  R  R  Co    4 
Or  BRIDGES  &  BRO  ,  ' 

19  tf  64  Courtlaiid  st  ,  New  Ywrk, 

To  Contractors  for   Railroad 
■ '"  y\'"   Irou,^">  ^'  ■  ~^~ 

PROPOSALS  will  be  received  untfl  the  2«»th  S<>ptember  for 
nine  thousand  tons  of  railroad  iron  T  iiaiteni.  sixty  pounds 
to  tlie  yard.  One-half  to  be  delivered  at  Charleston,  hoiitb 
Carolina,  and  one-half  at  Wilmington,  North  C.Trolin.i,  delivery 
to  commence  in  Juimary  and  clute  tn  Augitist,  ecjual  quaotitie« 
to  be  delivered  in  each  month  at  each  place 

Payment  will  be  made  immediately  on  the  drhvery  of  each 
cargo,  in  North  CaroUna  Funds.  The  contract  will  be  given  to 
the  lowest  responsible  bidder  provided  th«  price  be  satis- 
factory. Bidders  will  endorse  their  Xnie—'  Propoiiala  for  Bai^ 
road  Iron"— and  address  them  to  Cyriu  P.  Mendentuli,  Secre- 
tary, North  Carolina  Railroad  Company,  Greensboro,  N.  C. 

WALTER  OWFNN, 
Cluef  Eng.  NC.  R.  K.  Co. 
Ra'tigh,  August  Zd,  1664.  (St.t  d 

Maeliinists^  ToolTT 
SH RIVER  A   BROTHERS, 

L'lmberland,  Maryland, 

(on  Balt'more  4"  Ohio  It  R.,  tnidieay  f/flire^n  Ballitnire  ani 
thf  Ohio  Hirer) 

MANl  'FACTURERS  of  Engine  LallifH,  Planing  Machines, 
Dri  II  Prfsies,  Hand  Lathea.  and  other  Machinists'  Tools. 
These  tools  are  bcilt^na  superior  manner,  from  tho  very  be<it 
materiuli ,  and  are  particularly  adapted  for  railroad  shoiw  and 
all  other  requiring  fi^^t  rate  macliioery  Our  location  in  very 
advaiitaj  ^eous  for  shipping  work  to  th«  West  or  South.  Orders 
and  com  municatons  receive  prompt  attaotion.  Address 
SHRIVER  &  BROTHERS,  PtUtcm  Works, 

Cumberland,  Maryland. 
Aui  vst  l»tk,  1864.  [ii.  6m 


RepiAselaer  Polytechnic  In- 
I  stitute. 

DESBGNED  fi>r  the  education  of  Abcbitects  and  Citii. 
EjfaiMKas,— inctudiiit;  RaJway,  Hydraulic,  Topo^nfdti- 
cal,  and  ^■Mining  F.ntciuecrs. 

For  orpies  of  the  Annual  Register,  giving  Till  ."nfom.atioo 
recpecti  ig  the  In.Mitute,  apf.ly  to 

R.  FRANELIN  GREENE,  DtrecK-r,  R.  />.  /. 
32  3ml  .  _^  Troy,  Nete  York, 

Lowmoor  iron. 

W^ff.  BAILEY  LANG  &  CO  ,  61  CLIFF  STREET, 
have  in  ktock  and  otkT  for  sale  an  assortment  of  Round,  Fiat 
and  Sqi^re  Bars  LOWMOOR  IRON,  v.hicb  th«y  wjU  seD  by  tb« 
too  or  ieingle  bar.  The  attentioo  of  roanufdcturer«,  Railway 
Mana^rs  and  Mechnnics  is  particularlj'  directed  to  the  <juali^ 
of  this  von,  as  its  great  strength,  onifbtmity,  and  freedom  tnm 
flaws,  rfndcr  it  the  best  Iron  io  the  market,  where  first  quality  is 
required. 

W.  E  AILET  LANG  &  CO  ,  being  Solo  Agents  in  tb*  Ual. 
ted  Sta  <e8  and  Canad&s  Ibr  thsLOWMOOR  CO  ,  will  execute  or- 
ders at  jmanufacturer's  prices.  6t  .81 

RAII.ro  AD  ^PULES^      " 


'-•V  WROUGHT  IRON 

Chairs  and  Fastenlng^s. 

THE  undersigned  will  contimo  to  manufactiiru  w  ith  increased 
fa^UiUes,  HOOK  A:  FLAT  HEAD  RAILKOAU  SPIKES, 
of  all  patterns,  WROUGHT  and  CAST  CHAiU£i  and  FAST- 
ENINIGS,  BOILER  RIVETS,  BOLTS,  SHIP  and  BOAT 
SPI&ks.  &C.,  4cc. 

Tbejbost  quality  of  Retined  Iroo  't&  u$«d  and  all  orders  filled 
with  dlaspatcb. 

J.  HOPKINSON  SMITH, 
No  'iJb  Sotilh  Charles  St. 
—    Pl«aee4b«ct  the  name  saAilL  .  -ie^ 

Maliimpre,  Jul^  lor,  1864.  [38  tC 


■  r^i^-4-rf:?: 
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ZKRAU  COLBURN, 

£NaLV££R  AND  AaENT 

FOR  thoDoji^n,  Coiidiruction,  Valuation  uid  Purcbase  ufLo- 
cuinouveii  aii J  Kailroad  Macliinury. 

Offen  bii  Mivicod  to  Hiulrua<l  (Jompanioa  io  ei'her  or  tbese 
dapwtiuouts,  bavin^  long  experience  aoU  the  best  facilitiua  for 
all. 

As  CosscLTiNia  Enoinbbr  be  will  adviiie  aa  to  the  value  or 
aiUptatioo  uf  any  system  of  mutivu  power,  and  furnisb  draw 
iuj;^,  e«ti:natai  aud  apecidcdtioa^i  for  any  arraayemeiit  of  eo){uie. 

Aa  ACTIMO  £xaiNitaK  lie  will  superintend  Uiu  coostructiun, 
survey,  or  rccoontruction  of  any  railroad  macbioery,  and  giiar 
antee  satisfactory  ruiuit:). 

As  UoMTaACTiNO  £saiNKER,  havini{  connection  with  the 
most  reliable  and  succiwslul  manufacturers,  he  will  negotiate 
for  the  purcbase  of  Lucomotived  of  the  very  best  construction 
and  proportions.  Abo  Wheels,  Tires  and  Repair  Shop  Ma- 
chimery. 

Having  much  experience  in  Patent  Busineai  he  wiU  undertake 
th«j  preparation  of  Drawings,  Specittcations,  Applications  for 
Pateat  or  Oaveat  and  other  papers  necessary  fur  iiivantors.  lie 
is  able  to  givo  material  avuiistaaco  in  bringing  invvotiona  and  im- 
provements in  liailToad  Machinery  into  favorable  notica 

CHILLED  TIRES  FOR  LOCOMOTIVE  DRIV- 
ING WHEELS. 
Zarab  Colburn  retains  tlie  principal  ageucy  for  the  sale  and 
right  of  use  of  this  valuable  improvement,  and  will  Aimisb  the 
moat  substantial  guarantees  of  its  ijafoty,  Durabihty,  Adhesion 
and  great  fcoxoMf. 

Umcc,  3d  floor  American  Railroad  Journa*  Building, 

No.  9  fipruce  street, 
.     ■■  \eie  York. 

REFERENCES. 
The  New  Jersey  Locomotive  aud  Machine  Co. 
JamMS  Jfckson,  Prea't ,  Puterson,  N.  J. 
CbM.  W,  Kiliott,  Vice  Pres't ,  dO  Beaver  str.,  N.  Y. 
Henry  V.  Poor,  Ksq.,  Editor  Railroad  Journal,  New  York. 
CNo.  1).  Pheli>s,  Pres'U  X>eL,  Lack  and  Western  Railroad. 
Geo.W.WIiistler,  Vic,  Pres't  New  York  &,  New  Haven  R.R. 
William  Rayinoud  Lee,  K^i,  Bostoi 
Ba-rh  dc  Lobilell,  Wiluuiigtoo,  l>el. 
Oliver  il.  Hyde,  Kaq.,  Mayor  City  of  Detroit 

NUGENT'S  COLLEGE 

ENGINEERS  AND  MECHANICS, 

Public  S(fuare,  Cleveland,  Ohio. 
E.   Nl'oent,  C.  E.,    Principal. 

Tfl£  design  of  this  lostitution  is  to  afford  young  men  an  op- 
portunity ora;quiring  a  knrfwlcdge  of  the  profession  of 
0;vU  Engiiiooring,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowle^lge  of  Matheiiuitics,  Architec- 
tural and  Mechanical  Eraftiog,  Plain  and  Ornamental  Penman- 
ship, &C. 
for  further  particulars  addre.vs  Uie  Principal. 

.New  YorlL  and  Erie  H.  U. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  follows,  viz: — 

BorrALO  Express,  at  6  a.  m.  for  Buffalo  direct,  over  the 
N.  y.  fc  K  R  R.  and  the  B.  4c  N.  Y.  0.  R.  R.,  without  change 
of  baggage  or  cars. 

DONKIBK  £xPBcss,  at  0  a.  m.  for  Dunkirk. 

Mail,  at  8J<  a,  m.  lor  Dunkirk  and  Buffalo,  and  intermodiate 
staiioos.  Passengers  by  this  Train  will  remain  over  night  at 
any  Station  boiweeu  Binghumton  and  Coming,  and  proceed  the 
next  mornini;. 

Wat  EXPHB83,  at  1  p.  m.  for  Dunkirk. 

BOOKLAND  Passbsobb,  at  4  p.  m.,  (from  foot  of  Chambers 
Street;  via  Piermont,  for  Sufforn  and  intermediate  stations. 

Way  Passisokr,  at  4  p.  m.,  for  Otisville,  and  intermediate 
•tationa. 

NiOHT  ExPRBSS,  at  6  p.  m.  for  Dunkirk  and  Buffttla 

EmOBAMT,  at  6  p.m.,  for  Dunkirk  and  Buffalo  and  intermedi- 
ate Stauons. 

On  Sundays  only  on«  Express  Train — at  6  p.m. 

Thoee  Express  Trains  connect  at  Elmira  with  the  Elmira 
and  Niagara  Falls  Railroad  for  Niagara  Falls ;  at  Buffalo  with 
ttral-class  splendid  .Stoaraers  on  Lake  Erie  for  all  ports  on  the 
Lake  :  and  at  Dunkirk  with  the  Lake  tihore  Railroad  for  Cksve- 
and,  Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  Sup't 

^Officb  CisoiirsATi,  Hajiiltob  &  Dattoh  R.  R.  Co. 
t  Cincinnati,  August  8lA,  1864. 

TH£  Board  of  Du-ectors  of  this  Company  have  this  day  de- 
clared a  Dividend  cf  Five  per  cent,  out  of  the  net  eamiugs 
of  tbe  Company  for  the  Six  months  ending  31.  July,  payable  bi 
Scrip  bearing  Seven  per  cent,  intereiit  redeemable  in  three 
years.  The  Scrip  will  be  delivered  on  and  after  SepL  Ist,  to  tae 
atockholders  registered  in  Cincinnati  on  application  at  the  oflBce 
of  the  Company,  and  to  tliose  reinstered  in  New  York  at  the 
offiaa  of  tbe  Ohio  Life  Insurance  «c.  Trust  Company  in  that 
city.  The  Transfer  Books  will  be  cloged  for  ten  days  from  this 
date. 
82  Im]  FRANK  S.  BOND,  Seeretary. 


For  Sale. 

A  STATIONARY  Engine,  haying  cylinders  13 
inches  bore  and  20  inches  stroke  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  us©  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
juL14  29  tf.J  or  74  Broadway,  New  York. 


NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  tbe  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 

ENLARGEMENT  OF  ERIE  CANAL— WESTERN 
DIVISION.  ;.      V: 
Sealed   proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Buflalo,  until  the  1st 
day  of  September  next,  at  10  o'clock,  a.  m.  lor  the 
following  described  work  between  Tonawanda  and 
Black  Rock  :— 
Section  360,  with  penalty  in  bond  ot..$  14,000. 
„       361,     „  „        „       „      „        20,000. 

»       362,     „  „        „       „      „        17,200. 

„      863,     „  „        „       „      „        10,000. 

»       364,     ,,  „        „       „      „         9,800. 

„      365,    „         „        „      „      „       10,600. 
,.      366,     „  „        „       „      „        15,800. 

.,      367,    „         „        , 12,000. 

Guard  Lock  and  Section  at  Black  Rock. ..  14,000. 

Waste  Weir  on  Section  360. . 500. 

Culvert  on  Section  862 600. 

Bridge  Abutments  on  Section  360  to  Lock 

Section  inclusive 2,000. 

The  above  work  to  be  completed  by  tbe  first  of 
April,  1867. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Rochester  until  the 
4th  day  of  September  next,  at  10  o'clock  a.  m., 
for  the  following  described  work  between  Roches- 
ter and  Spencerport : — 

Section  266,  with  a  penalty  in  bond  of.S7,600. 
I.       267,     „  „        „       „     „     8,500. 

„      268,    „  ^-^-v. 

269,  „ 

270,  „ 

271,  „ 

272,  „ 
278,  „ 
274,  „ 
276,    „ 

Culverts  on  Sections  266  and  275,  both  in- 
clusive do.  do ; 3,500. 

Bridge  Abutments  on  Sections  266  to  Sec- 
tion 270  both  inclusive 3,000. 

Bridge  Abutments  on  Sections  271  to  Sec- 
tion 275  both  inclusive 2,000. 

The  above  work  to  be  completed  by  April  Ist, 
1866. 

MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  tbe  En- 
gineer's Office  in  the  city  of  Syriicuse  until  the 
7  th  day  of  September  next  at  10  o'clock  in  the 
forenoon  for  the  following  described  work : — 
Section  135,  with  penalty  in  bond  of. ... S5 ,400* 

II      136,     „         „        „     „      „ 6,200- 

,,       lot,     „  ,,         ,,     „       ,,....   0,100' 

))       138,     „         „        „     „       „  ....   4,100- 
.1      139,    „         „        „     „      „  ....  4,700- 

II        i.»v,      ],  ,,  ,,      ,,        ,,....    4,UUU- 

II       A*A|     II  II         II     11       II  ••••    o,^UU- 

14*>       II  I,  „       „  ,,....     D,700- 


» 

II 

;i 
II 
11 
II 


11 

6,100 

b,500 

6,200 

5,600 

7,200 

4,200 

10,200 

148, 
144, 
146, 
198, 
199, 


II  It 

)i  II 

I)  II 

II  II 

II  II 

II  II 

II  II 

II  ti 

II  II 


II 

:i 


II 


II 


..  6,100. 
..  4,800. 
..  4,700. 

3,200. 

4,000. 


Culverts  on  Sections  185,  136,  187,  138 

and  139 4,600. 

Culverts  on  Seetions  141,  144,  145,  146, 

147,  148,  149 4,600. 

Bridge  Abutments   on   Sections  135,  186, 

137,140,  143  and  145 3,600. 

Waste  Weir  at  Cowassalon  Creek 800. 

Dam  and  Guard  Gate  do.  do 600. 

The  abov«  work  to  be  completed  April  1st, 
1866. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
eterj  kind  of  wori;  and  no  proposition  not  thus  J 


defined  will  be  received  or  acted  upon ;  and  n 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteieated  in  any  coniract 
that  mciy  be  made  in  parsuanco  of  such  propos- 
al. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  wch  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 

ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisior  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  tbe  payment  of  labdlier's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  aud  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
s^e,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifleen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner ^until  tbe  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  ai  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  exces- 
sive and  disadvantageous  to  the  State,  they  may 
decline  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  famishing  all  the  materi- 
als, ard  performing  all  the  work,  according  to  tbe 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  pel  sons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  tbe  work  within  ten  days  after  the   ,> 
same  shall  have  been  awarded  to  him,  upon  the  ^ 
terms  prescribed  by  the  contracting  board.  : 

The  name  or  names  of  the  persons  proposing,  * 
must  be  written  out  in  ftill,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of  ; 

materials,  propositions,  blank  contracts  and  bends  ^ 

will  be  ready  for  examination  at  the  several  places  * 

specified  in  this  notice,  ten  days  previous  to  tho  •• 

times  specified  for  the  several  lettings.  '^ 

Dated  at  Albany,  August  Ist,  1864.     '^ 

HENRY  FITZHUGH,  )  ^ 

FREDERICK  FOLLETT,     \  Canal  Comm'rs.  Z 

CORNELIUS  QARDINIER,)  * 

JAMES  M.  COOK.  Comptroller.  * 

JOHN  T.  CLABK,  Bute  Hog.  uxd  Sarveyor. 
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Erie  Railroad. 

In  our  last  issue  wo  gave  a  brief  history  of  the 
above  road  in  which  we  accounted  for  the  position 
it  holds  in  public  estimation,  and  showed,  we 
think,  that  well  managed,  it  may  yet  be  made 
productive  property  upon  its  cost.  We  will  now 
indicate  the  policy  which  we  think  the  company 
must  pursue  to  extricate  itself  from  the  financial 
diGBcnlties  in  which  it  is  now  placed,  and  to  secure 
credit  and  confidence  for  the  future. 

The  great  difiiculty  under  which  the  Erie 
Company  now  labors,  is  a  want  of  credit,  or 
confidence  in  its  management.  There  are  some 
who  have  lost  faiih  in  it  altogether,  but  for  no 
beti«r  reason  than  that  it  has  come  to  be  unpopu^ 
Uir.  The  more  numerous  class,  who  believe  the 
road  to  be  good  property,  properly  managed,  will 
not  step  forward  to  its  aid  unless  some  plan  is 
proposed,  which  is  adequate  to  the  object  they 
have  in  view — ,  complete  extrication  of  the  company 
from  iti  fresnU  posUwn,    IShtj  l)«lieye  the  run* 


ning  department  is  well  looked  afl«r,  and  that  the 
road  is  sufficiently  productive.  Their  objection 
is  to  its  financial  management ;  or  perhaps  we 
should  say,  they  will  not  come  to  the  aid  of  the 
company  unless  some  plan  be  adopted,  which 
shall  place  its  credit  on  high  ground,  and  prevent 
beyond  possibility,  the  recurrence  of  the  present 
crisis.  We  will  state  what  this  plan  or  policy,  in 
our  opinion,  should  be. 

The  great  incubus  upon  the  company's  credit 
at  the  present  time  are  the  Income  Bonds,  which 
fall  due  in  February,  to  the  amount,  say,  of  $2,- 
700,000.  As  the  public  believe  that  these  bonds  can- 
not be  paid  in  cash,  the  absence  of  any  plan  for 
their  liquidation  is  producing  nearly  the  same  re- 
sults as  if  they  bad  been  actually  dishonored. 
We  assume  that  they  will  not  be  paid,  that  they 
must  be  met  by  the  creation  of  a  new  indebted- 
ness. The  point  to  be  determined  is,  what  shall 
this  new  liability  be. 

The  duty  of  the  company,  or  the  stockholders, 
in  default  of  being  able  to  pay  the  bonds  at  matu- 


Earnings  for  1865 S;6,0o0,000 

1866 6,666,000 

1867 7,320,000 

1868 b,O60,000 


II 
II 


II 
II 


ToUl  earniiigs $28,075,000 

We  will  estimate  the  net  earnings  of  the  road 
at  only  40  per  cent.,  which  is  about  ten  per  cent. 
less  than  for  similar  roads,  and  the  samo  rhtu  be- 
low what  the  net  earnings  of  this  road  |»ay  be 
?nuUe  to  be.  This  fatio  would  give  $11,230,000  as 
the  net  earnings  for  the  period  named. 

We  estimate  the  Ifanded  aud  doaimg  debt  of  ihe 
company  at  $'25,000,000.  The  interest  oa  this  for 
4  year*  would  be  $7,000,OJO.  Dedautibg  ihii 
sum  from  the  7iet  ihcome,  would  leave  a  balance 
01  $4,230,000,  a  sum  greater  by  $1,530,000  than 
the  Income  bondsi,  which  would  go  far  toward 
supplying  ail  the  Hvants  of  the  company  for  con- 
struction, till  18691 

It  is  certain  that  the  Income  bonds  cannot  be 
paid  in  cask.    Thejy  must  be  met  by  a  new  issue, 


either  directly  to  the  holders  of  the  old  bonds,  or 
rily,  is  to  pay  them  as  soon  as  possible  tAereafUr.  [sold  to  other  parties  and  the  former  paid  by  the 
They  owe  such  an  obligation  to  their  creditors.,  proceeds.  But  can  ^7»«ur  issue  on  long  time  be  sold  ^ 
They  owe  it  to  themselves  to  take  a  similar ,  Wa  think  not ;  at  ^y  rale  only  at  rates  ruinous 
course,  as  means  of  restoring  their  own  credit,  to  the  company.  'The  tkird,  soon  to  be  the  second 
and  in  this  way  of  promoting  their  own  interests ;  mortgage  bonds,  aire  selling  at  a  trifle  over  80.  At 
for  this  credit  will  depend  entirely  upon  the  ma»- 1  that  rate,  a  f.mrlk  mortgage  would  not  sell  for 
ner  in  which  its  creditors  are  treated,  and  the  more  than  60  ceats  on  the  dollar.  But  simply 
future  success  of  the  road  will  be  in  proportion  to  borrowing  withoui  any  suiuble  provision  lor  pay- 
the  degree  of  this  credit.  The  interest  of  the  mem  will  not  help  the  matter  at  all.  It  is  owing 
stock  and  bond  holders  in  this  iustaoce  therefore  to  ihe  previous  iujiprovideuce  of  the  company  in 
exactly  harmonize.  !  borrowing  withoijt  any  such  provision,   that  it 

If  our  estimates  of  the  eamings  of  the  compa-  fiod^  itself  in  its  present  dilemma.     To  repeat  the 
ny  are  correct,  it  can  meet  a  portion  of  the  In-  mistake  is  only  to  aggravate  tiie  present  distress. 
come  bonds  by  the  surplus  earnings  of  the  roadj     But  suppose  tbo  company,  by  postponiiig  the 
for  each  year  till  the  whole  are  paid.      Let  us  see  day  of  payment  by  new  loans,  gain  a  short  re*pitie, 
bow  soon  this  can  be  done.  What   is    u>  be  done  in  1859,  when  the  second 

The  eamings  of  the  road  for  the  current  year  mortgage  of  $4,000,000  falls  due  ?  A  simiUr  crisis 


will  equal  probably  $6,600,000.  The  annual  in- 
crease of  earnings  have  been  very  nearly  tMrty 
per  cent.  Eslimatiug  the  increase  of  earnings  of  the 
road  for  the  next  four  years  at  only  ten  per  cent., 
which  is  only  one-half  for  the  average  for  the 
whole  country,  while  'the  earniu;;*  vi  liiis  road 
thus  far  have  been  fifty  per  cent,  alwve  this  aver- 
age,  and  will  probably  continue  to  be,  we  have 
the  following  amotmt  of  gross  eamings  for  four 
ijean  endingi^^   869,  rlz, 


will  then  impendas  that  which  now  threaieosi  *'i<l 
similar  results  will  follow.  The  present  diatrusi  of 
the  management  of  the  road  will  coutirue.  The 
fear  that  the  company  may  not  be  able  to  sell  the 
balance  of  the  iaird  mortgage  wiil  keep  down  the 
price  to  a  ruinously  low  rate,  or  what  is  more  prob- 
able, will  prevent  the  possibility  of  their  sale,  and 
the  company  may  then  find  itaelf  threaleoed  with  « 
foreclosure  of  a  mortgage,  instead  of  a  suit  and 
Judgmeat  oa  a  aimpU  tU^,  m  ia  the  caae  aow ;  » 
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;  position  infinitely  worse  for  the  credit  of  the  com- 
pany, and  the  interest  of  the  stock,  and  nnsecnrcd 

'   bond  holders. 

The  adoption  of  a  correct  policy  at  the  present 

:  time  will  accomplish  a  double  service.  It  will  not 
only  extricate  the  company  from  present  embar- 
rassment, but  give  it  credit  for  the  future.  Such 
a  course  is  entirely  within  its  power.  By  omit- 
tlDf  dividends,  ihe  surplus  earnings  will,  as  we 
have  shown,  discharge  the  Income  bonds  in  four 
years,  and  leave  a  large  sum  for  extraordinary  ex- 
penses. Let  a  sinking  fund  be  established,  to 
which  shall  be  carried  $800,000,  semi-annually. 
This  fund  will,  in  four  years,  reach  a  sum  equal  to 
the  Income  bonds.  To  pay  these  let  there  be  is- 
roed  to  the  holders,  at  par,  new  bonds,  due  in  four 
years,  based  upon  the  sinking  fund  created  as 
above.  The  holders  of  the  Income  bonds,  seeing 
certain     provisions    made     for    their    payment, 

'  would,  we  have  no  doubt,  be  glad  to  take  the  new 
for  the  old  bonds  ;  and  thus  immediately  relieve 
the  company  from  its  present  embarrassment. 

The  beneficial  effect  of  such  a  course  would  be 
instantaneous  upon  the  other  securities  of  the 
company  and  its  slock.  If  the  stockholders  have 
lost  largely  by  the  recent  decline,  the  bond  holders 
mre  suflfering  in  an  almost  equal  degree.     The  %in- 

.  ucured  funded  debt  of  the  company  to  the  amount 

of  SI  1,000,000  is  selling  at  a  discount  of  from   30 

to  40  p.ct.  The  third  mortgage  bonds  of  $10,000,- 

000  are  selling  at  about  20  per  cent.  he]ow  par. 

The  depreciation  of  these  is  nearly,  if  not  quite 

. ;  equal  to  S5 ,000,000 !— An  enormous  loss  for  which 

.    no  sufficient  reason  exists,  and  which  might  be 

made  good  again  by  the  adoption  of  a  proper  po- 

licy  for  the  future. 

If,  by  an  unwise  or  impolitic  course  on  the  part 

:.  of  the  company,  the  bond-holden  find  the  value 

'  of  their  property  impaired,  is  there  not  the  most 
direct  moral  obligation  resting  on  the  former,  by  the 
adoption  of  a  new  and  different  course,  to  correct 
the  wrong  of  which  they  have  been  the  (unintention- 

'  •d)  cause  1    Is  it  not  their  duty  to  restore  to  the 

'  bondholders  the  five  millions  which  they  have  no- 
minally lost  1  It  is  not  for  the  duty  of  the  stock- 
holders to  restore  their  own  credit  1  They  have 
not  only  the  Income  bonds  to  provide  for,  but 
they  have  $4,000,000  third  mortgage  bonds  still 
unsold,  and  which  have  fallen  since  first  brought 
out,  from  116  to  about  80  !  These  bonds  can  be 
restored  to  their  former  figure,  effecting  a  saving 
to  the  company  of  nearly  a  million  and  a-half.  If 
it  be  attempted  to  meet  the  Income  bonds  by  a 
new  issue,  without  any  provision  for  its  payment, 

-  another  million  must  be  sacrificed  here.  Can  the 
■  company  financier  its  means  away  in  this  manner, 
^  Without  inevitable  ruin  1     Will  shrewd,  sagacious 

'   men,  who  control  public  opinion  in  monetary  af- 
"-Ikirs,  come  to  its  aid  under  such  circumstances  1 

•  Certainly  not.  The  company  cannot  affbrd  to 
make  a  misstep,  nor  adopt  any  course  that  is  not 

■',  in  exact  harmony  with  the  interest  of  its  creditors, 
as  honest  men. 

The  stockholders  are  bound  to  adopt  the  course 
which  shall  secure  the  best  results  in  the  shortest 
time.  In  the  present  case,  a  moral  obligation 
overrules  all  other  considerations.  There  is  no 
place  left  for  questions  of  expediency.    If  there 

-  were,  expediency  and  duty  exactly  harmonize.  As 

•  before  stated  the  salvation  of  the  company  de- 
'pendi,  aa  it  haa  always  depended, upon  the  defree 


of  credit  in  which  it  is  held.  Unless  it  secure  po 
pular  confidenee  and  support,  it  must  fail,  with  it, 
success  is  certain.  ■  To  secure  this  confidence  the 
company  must  meet  the  present  crisis  as  it  de- 
mands. We  repeat  the  road  has  fhe  confidence  of 
that  class  of  men  who  wield  the  monetary  influence 
of  the  city.  They  see  that  the  road  is  successful. 
They  will  come  to  the  support  of  tha  company  as 
soon  as  competent  policy  is  proposed  for  the  man- 
agement of  its  finances.  But  it  must  be  a  policy 
which  places  the  action  of  the  company  right  be- 
fore the  public  in  a  moral  point  of  view.  It  must 
be  one  far  more  comprehensive  than  that  which 
postpones,  from  month  to  month,  a  pressing  neces- 
sity, or  discharges  one  obligation  by  creating  an- 
other of  similar  kind  only  greater  in  amount.  The 
policy  must  be  adapted  to,  and  be  adequate  to  the 
result  to  be  accomplished,  the  payment  of  such  in- 
debtedness as  cannot  be  well  postponed,  and  such 
provision  for  the  future  indebtedness  as  shall,  by  the 
peaceful  operation  of  a  law,  discharge  it  without 
reducing  the  company  to  the  distress  now  suffered 
The  company  hold  their  destiny  in  their  own 
hands.  It  may  be  fortunate  or  disastrous,  just  as 
it  chooses.  The  success  of  the  road  has  rendered 
the  management  of  the  finances  of  the  company 
an  easy  task.  A  right  course  will  instantly  restore 
its  credit  and  place  it  on  strong  g^und.  A  wrong 
one  will  sink  it  irretrievably.  Will  the  company 
hesitate  which  to  follow  1 


Improvement  of  the  tiOcomoUvei 

BY    ZERAH    COLBDRN. 

The  Boiler. 

Very  few  "feed  heaters"  have  been  successfully 
used  upon  American  engines ;  generally  because 
the  heat  absorbed  was  abstracted  from  the  ex- 
haust, or  that  the  construction  of  the  heater  in- 
volved difficulty  in  the  arrangement  and  fasten- 
ings of  some  portions  of  the  work.  For  my  own 
part,  I  never  knew  of  a  "feed  heater"  being  ap- 
plied so  as  to  use  what  would  otherwise  have  been 
strictly  "waste  heat,"  or  else,  if  arranged  with  re- 
ference to  this  object,  having  any  useful  area  or 
disposition  of  heating  surface.  I  have  known 
heaters  to  be  proposed  in  the  bottom  of  the  ash- 
pan  or  of  the  smoke-box,  as  if  any  useful  heat 
would  be  caught  descending  upon  a  top  plate  of 
such  a  water  bottom.  I  have  known  other  heaters 
to  be  arranged  within  the  sides  of  the  smoke-box, 
removed  from  the  active  current  of  heat ;  or  in 
the  chimney  where  there  was  but  little  heating 
surface  and  that  of  the  most  unfavorable  kind ;  or 
heaters  depending  upnn  the  exhaust  steam,  much 
of  the  heat  of  which  is  absorbed  in  the  pipes 
through  which  it  escapes,  while  any  exhaust 
steam  abstracted  reduced  the  available  power  for 
draught.  It  is  so  delicate  a  matter  to  employ 
"waste  heat"  to  advantage,  so  difficult  to  heat  the 
feed  without  involving  the  heat  desirable  for  eva- 
poration, or  else  without  obstructing  the  draught, 
that  some  who  have  tried  long  to  secure  such  an 
object  have  declared  "heaters"  were  impracticable 
in  locomotives.  Yet  careful  experiments  have 
shown,  as  stated  in  my  last,  that  water  heated 
from  62°  to  212°  could  be  evaporated  with  five- 
sixths  of  the  fViel  otherwise  necessary.  The  pro- 
blem is  to  heat  the  feed  without  any  addition  of 
fuel  above  what  would  be  required  to  evaporate 
water  already  heated  to  212^. 

There  must  be  waste  heat  in  locomotive  boilers 
as  usually  built.     Heat  cannot  be  all  absorbed 


wheii  in  rapid  motion  in  a  boiler  tube.  The  heal 
within  the  smoke-boxes  of  wood  burning  engines 
is  full  400°;  in  coke  burning  engines  400°  to  800^ 
and  in  McConnell's  patent  boiler,  which  attracted 
Mi  much  attention  in  England,  the  waste  heat  in 
the  smoke-box  was  1,100°.  Again,  the  absorption 
of  heat  must  be  as  the  difference  of  temperature 
between  the  heating  current  and  the  object  heat- 
ed. A  heat  of  8,000°  would  not  add  heat  to  a 
furnace  already  heated  to  8,000°,  and  a  heat  of 
3,100°  would  only  have  the  useful  efficacy  of 
100°. 

A  heated  current  of  600°,  passing  rapidly  with- 
in a  tube,  might  not  be  able  to  impart  any  heat  to 
surrounding  water  already  heated  to  376°;  but  if 
it  should  enter  within  water  at  66°  it  might  sud- 
denly become  useful. 

I  propose  then  to  extend  the  tubes  beyond  the 
ordinary  smoke-box  tube  sheet,  and  to  make  a 
water  chamber  by  inserting  an  additional  tube 
sheet  across  the  boiler  at  the  extreme  front  ends 
of  the  tubes  so  lengthened.  By  pumping  the  feed 
water  into  this  chamber  it  would  come  in  contact 
with  from  100  to  200  square  feet  of  useful  heating 
surface,  and  would  pass  thence  under  a  check 
valve  into  the  boiler.  I  believe  that  two  feet  of 
tubes  in  su6h  a  heater  would  be  more  effective 
than  the  forward  five  feet  of  the  tubes  of  ordinary 
boilers,  and  with  less  injury  to  the  draught  and  a 
great  saving  of  wood.  1  . 

Now  let  me  answer  the  objections  which  will 
arise  to  this  plan,  for  every  thing  new  must  en- 
counter objections. 

First,  that  it  would  extend  the  tubes,  and  there- 
by produce  leaking.  It  need  not,  as  I  am  con- 
fident that  it  would  effect  an  important  saving  to 
separate  two  feet  of  tabes,  of  the  usual  length, 
for  such  a  heater. 

Second,  that  if  the  tubes  be  extended  as  they 
possibly  might,  the  draught  will  be  obstructed.  I 
proportion  the  diameter  of  a  tube  by  its  length, 
thereby  greatly  increasing  its  internal  opening. 
For  an  addition  of  two  feet  to  the  length  of  a  tube 
I  should  add  ^  inch  to  its  diameter,  by  which  the 
draught  would  be  left  free. 

Third,  that  the  tubes  would  bum  if  the  feed  water 
gots  low.  With  iron  tubes,  and  at  the  extreme 
end  of  the  boiler,  there  would  be  little  danger. 
But  the  tubes  would  not  need  to  be  fitted  tightly 
in  the  middle  sheet,  as  the  only  object  of  that 
sheet  is  merely  to  intercept  the  circnlation  of  the 
water,  the  pressure  being  equal  in  the  boiler  and 
heater.  Besides,  if  the  tubes  were  fitted  tight  in 
the  middle  sheet  they  could  not  be  withdrawn. 
The  heater  would  always  be  full  of  water.         * 

Fourth,  that  the  tubes  would  be  cut  through  at 
the  middle  sheet.  With  iron  tubes  I  doubt  if  such 
a  result  would  occur,  but  if  found  possible  of  oc- 
currence the  tubes  could  be  sheathed  by  a  thimble 
ot  hard  iron  at  the  point  of  contact,  and  the  for- 
ward section  of  the  tube  be  expanded  so  as  to 
have  an  opening  l-d2d  inch  larger  at  the  front 
than  in  the  middle  sheet,  for  inserting  the  tubes. 

"What  if  steam  should  form  in  the  heater"?" 
The  heater  would  holl  it,  or  if  steam  so  formed 
could  possibly  exceed  in  pressure  that  in  the  boiler 
it  would  quickly  escape  thereto  through  the  check 
valve. 

Now  here  is  a  rational  plan  for  saving  ttiel,  at  a 
trifling  expense  for  a  heater,  without  obsti  ucting 
the  draught,  and  without  osioc  anything  •!«•  tniU 
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wli*t  is  atiicily  wasvo  be»t.  ll  involves  no  possi- 
bility of  leaking  or  burning,  and  it  could  easily 
be  "blown  off"  as  well  as  the  body  of  the  boiler. 


A  Revolntloa  of  Improve ntent. 

We  have  thus  before  characterized,  after  the 
manner  of  a  forcible  simile  by  Lamaitine,  the 
great  national  impulse  towards  improvement  and 
development  now  in  force.  Talk  as  we  may,  there 
was  never  before,  in  the  same  length  of  time, 
such  an  absolute  growth  of  our  country,  such  an 
addition  of  men  and  means,  as  within  the  last  five 
years.  Never  before  have  we  acquired  such  a 
start  upon  the  old  world  in  population,  wealth, 
valuable  thought  and  social  culture.  We  have 
carried  on  every  scheme  of  material  improvement, 
we  have  maintained  a  geometrical  rate  of  increase 
in  the  "construction  account"  of  the  country,  and 
we  have  sustained  ourselves  upon  an  amount  of 
national  capital,  which,  if  merely  measured  in 
money  would  appear  small  enough.  But  we  had 
other  available  means.  A  fertile  soil,  temperate 
climate,  vast  natural  wealth  only  requiring  to  be 
coined,  equal  laws,  popular  energy,  and  all  the 
most  improved  means  of  applying,  directing  aud 
preserving  popular  effort,  have  together  realized 
the  most  of  our  advancement.  They  have  also 
been,  in  themselves,  the  bases  of  the  soundest  for- 
eign and  domestic  credit,  upon  which  we  have 
often  relied,  thus  anticipating  our  resources  for 
the  acquisition  of  more.  The  elevunts  to  whose 
operation  we  have  assigned  our  success  have  not 
given  a  fictitious  standard  to  our  wealth,  for  they 
are  all  Independent  of  speculation.  Our  wealth 
is  In  no  danger  if  we  have  not  involved  our  credits 
too  duply. 

But  it  is  due  to  caution  to  say  that  such  unex- 
ampled progress,  such  extended  development  of 
cities,  towns,  farms,  mines,  mills,  roads  and  rail- 
roads, and  consequently  of  trade  and  commerce, 
are  snfflcient,  at  the  rate  we  have  gone,  to  ex- 
haust the  money  capital  of  the  country  within  a 
few  years.  The  present  pressure  is  only  the  note 
of  approach  of  such  a  crisis.  The  high  prices, 
consequent  upon  an  extended  credit  system,  are 
already  warning  us  to  limit  our  improvements. 
The  high  price  of  money  itself  is  the  surest  indi- 
cation of  the  drain  that  has  been  made  upon  it. 
It  is  the  inflation  of  credit  which,  giving  a  higher 
relative  value  to  money,  depreciates  the  value  of 
stocks  and  bonds  of  fixed  per-cent.  interests  and 
proAts.  It  is  the  same  inflation  of  credit  which 
depresses  stocks  and  which  elevates  the  prices  of 
food,  fuel  and  clothing. 

The  truth  is,  money  is  scarce,  and  railroad  as 
well  as  other  debts  feel  the  consequences.  A  little 
Tigorous  working  of  our  farms,  mines,  and  our 
manufactories  of  staple  products,  will  press  a  little 
more  actual  wealth  upon  the  markets  and  lower 
prices  considerably.  A  brief  postponement  of  new 
improvements,  whether  in  city,  tows  or  hamlet, 
will  help  the  recovery.  «-»>;■-> 

But  while  we  admit  the  pressure  of  the  times, 
and  thus  account  for  it,  we  cannot  admit  that 
railroads  have  done  much  to  produce  it,  by  the 
absorption  of  capital  in  their  corstruction.  Their 
construction  has  seldom  been  beyond  the  immedi- 
ate commercial  wants  of  the  country.  But  the 
yery  commercial  wants,  and  the  general  activity 
of  expenditures  which  they  hare  induced  and 


tional  solvency.  If  railroads  had  only  doubled 
their  own  value  upon  property,  all  would  be  well 
enough,  but  they  have  added  to  our  wealth  five- 
fold their  own  cost,  and  thereby  conferred  a  pros 
perity  to  which  our  circumstances  are  not  yet 
adapted.  Railroads  have  elevated  a  sUndard  o. 
values  under  which  their  own  is  depressed,  giving 
the  community  a  beneflt  derived  from  the  stock- 
holders' loss. 

To  those  whose  sight  is  so  restricted  as  not  to 
be  able  to  discover  any  applications  of  capital, 
except  as  reported  in  large  amounts  to  railroad 
companies,  we  commend  a  survey  of  the  progres.*. 
of  our  country  since  the  development  of  our  sys- 
tem of  railroads  has  commenced.  If,  in  the  vast 
property  improvements,  the  concentration  of  peo- 
ple in  city  limita,  the  extended  range  of  popular 
wants,  the  great  popular  efforts  for  social  and  na- 
tional elevation,  they  can  discover  no  cause  for 
absorption  of  capital  and  the  present  stringency 
we  can  only  advise  them  to  purchase  lots,  erect 
and  furnish  houses,  hotels  and  stores,  grade  streets 
and  put  up  gas  works ;  making  their  purchases  at 
present  prices  of  labor  and  materials,  and  then  to 
sell  their  property  when  flnished.  They  will  be 
forced  to  admit  that  revolutions  swallow  the  for- 
tunes of  multitudes,  although  their  participation 
was  in  a  revolution  of  improvement. 

Concord  Railroad  of  Kemr  Hanipalilre> 

The  thirteenth  annual  report  of  this  Company 
shows  the  receipts  of  the  road  for  the  year  ending 

March  81st  1864  to  have  been $829,744  76 

Expenses  of  working  road 171,111  94 


Net  earalngfl  8168,682  82 

Out  of  the  latter  amoimt  have  been  paid  two 
four  per  cent,  dividends  on  the  capital  stock  of  the 
Company ;  besides  paying  a  state  tax  on  the  capi- 
tal stock,  balances  to  connecting  roads,  the  pur- 
chase of  two  new  locomotives  in  place  of  one  old 
engine  sold,  and  the  addition  of  nearly  $12,000  to 
the  permanent  deterioration  and  contingent  fund 
of  the  road.  This  account  is  now  $29,454  66. 
The  construction  account  at  the  date  of  the  last 

report  was $1,409,097  79 

Increase  durim?  last  year 24,411  12 


Present  construction  account $1,483,608  91 

Leaving  of  unexpended  capital 61 ,491  09 

Deducting  loan  of  $50 ,000  to  Porumouth  and  Cop. 
cord  Railroad  leaves $1,491  09 

The  Concord  Railroad  affords  one  of  the  most 
successful  examples  of  railroad  enterprise  in  the 
country.  Its  success  lies  in  the  advantages  of  its 
route,  and  in  the  economy  and  fidelity  with  which 
it  has  been  constructed  and  operated.  It  occupies 
an  easy  and  direct  route,  wholly  within  the  Valley 
of  the  Merrimac,  and  is  skirted  by  thriving  manu- 
facturing Villages  and  cities.  Constructed  with 
a  heavy  double  track  and  equipped  in  the  best 
manner,  it  has  cost  less  than  $40,000  per  mile, 
after  being  in  operation  for  nearly  twelve  years 
The  Company  has  created  no  debt,  and  its  stock- 
holders have  thus  had  room  for  intelligent  action , 
with  an  undivided  interest  in  the  result.  We  have 
seen  it  stated  that  no  passenger  has  ever  been  in- 
jured upon  the  road. 

It  mtist  be  remembered  however  that  the  Con 
cord  is  a  "  trunk  "  road,  more  than  three  fourths 
of  all  its  freight  tonnage  being  received  from  road.- 


it  is  seen  how  numerous  and  abundant  resourcefc 
are  required  for  the  full  success  of  even  an  econom- 
ically constructed  and  managed  road.  i  ,       ,  . 

LexInfftOM  and  Danville  Railroad!' 

Th2  third  annual  report  of  this  Company  shows 
that,  while  their  enterprise  has  been  subjected  to 
much  embarrassment  to  avoid  financial  sacrifice 
their  work  has  nevertheless  progressed  with  com* 
mendable  diligence.  The  road,  which  by  improve- 
ments in  location  effected  wlihin  the  past  year,  is 
reduced  to  84  miles  in  length,  is  graded  for  16 
miles  south  of  Lexington ;  a  tunnel  through  bolid 
rock,  and  512  feet  length,  is  completed,  while 
nearly  all  the  buildings  necessary  for  the  opera- 
tions of  the  road  at  Lexington  are  under  coBStrac- 
tion.  It  is  believed  that  the  rails  will  be  laid  to 
the  Kentucky  river  this  fall,  while  the  completion 
of  the  entire  line  is  anticipated  duiing  1865. 

The  Lexington  and  Danville  road  is  of  the  same 
gauge  as  the  Southern  roads,  and  will  centralize 
the  lines  approaching  from  the  South-east;,  south 
and  south-west,— from  Knoxviile,  Nashville  and 
Memphis,  and  throw  them  upon  the  Covington  and 
Lexington  road,  terminating  at  Cincinnati.  Al- 
though but  a  short  link,  it  is  a  most  important 
member  of  the  railway  system  of  Kentucky,  and 
of  the  system  of  roads  with  which  she  will  b« 
approached  from  adjoining  states . 

The  great  difficulty  met  at  every  step  of  th« 
Company's  operations,  and  one  which  has  delayed 
and  still  delays  the  completion  of  their  worka,  b 
the  want  of  proper  financial  aid.  The  exhibit  of 
the  affinirs  of  the  Company,  as  contained  in  thei. 
report,  shows  them  .to  be  over  $26,000  In  debt 
after  the  expenditure  of  all  their  available  cast, 
means,  and  the  use  of  all  the  county  bonds  which 
could  be  disposed  of  at  any  tolerable  sacrifice. 

Of  an  issue  of  $860,000  of  county  bonds,  th« 
Company  have  sold  $265  000  at  a  discount  oiowtt 
11  per  cent.,  the  net  proceeds  being  $285,478  89 
This  amount  with  $60,000  from  Jessamine 
County,  with  under  $108,000  of  cash  subscriptions 
and  the  means  borrowed  by  the  directors,  bare 
been  the  whole  basis  of  the  Company's  expendi- 
tures. The  payments  of  the  Company  have  been 
thus  far  $414,410  42. 

It  was  under  such  a  pressure  of  cironmstaaoes 
that  the  Company  have  been  forced  to  let  two 
thirds  of  their  road,  at  high  rates,  to  reliable  con- 
tractors, who  have  agreed  to  take  in  payment  the 
balance  of  the  issue  of  County  bonds  and  the  re- 
mainder in  mortgage  bonds  of  the  Company,  bear- 
ing seven  per  cent,  interest.  The  Company  hare 
already  provided  for  the  issue  of  these  bonds  to 
the  amount  of  8700,000.  The  bonds  created  last 
year,  being  S600,000  of  six  per  cent.,  have  not  been 
disposed  of,  and  are  now  cancelled  to  b«  replaced 
by  t'ae  new  issue.  When  the  money  to  be  raised 
on  these  bonds  shall  hare  been  expended,  they  will 
possess  a  security  of  the  most  desirable  character ; 
a  conviction  inevitable  upon  the  inspection  oi 
the  route,  objects  and  connections  of  the  Com 
pany's  road. 

The  crossing  of  Ihe  Kentucky   river  iriil  be  b 
a  suspens'on  bridge  of  the  boldest  and  most  sab- 
stantial  plan.     The  Company  report  nearly  $68,- 
000  as  already  expended  upon  this  work. 


extending  north  of  Concord.    Add  to  this    thi 
promoted  would,  in  time,  hare  involved  our  ns- 1  great  manufacturing  activity  on  its  own  line,  and 


Oreenvlile  and    fliiamt  Railroad. 

This  road  has  been  fully  completed  for  boai 
through  trains  having  been  run  from  Dayum  to 
Indiuiapcdia  on  Tuesday  August  22d.     . 
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Cotton> 

Among  Iho  leading  agricultural  products  of  the 
United  States  are  Cotton,  Indian  Corn  and  Tobac- 
co. They  may  bo  said  to  exorcise  a  vast  influence 
over  the  lortunes  of  mankind.  The  cotton  trade 
amounts  to  millions  of  dollars  in  the  aggregate 
per  annum  and  gives  employment  to  thousands 
and  tens  of  thousands  of  human  beings,  not  only 
in  the  Old  World  but  the  New.  It  at  present,  per- 
haps, constitutes  the  greatest  bond  of  peace  be- 
tween Oreat  Britain  and  the  United  States.  The 
Boutberu  Stales  of  the  American  Union  produce 
by  far  the  largest  portion  of  ibo  cotton  that  is  grown 
throughout  the  world,  while  England  is  the  lead- 
ing purchaser  and  manufacturer.  At  every  symp- 
.  torn  of  discord  between  the  two  countries,  the  cot- 
ton spinners  as  well  aa  the  cotton  growers  become 
alarmed.  Hence  too,  the  extraordinary  efforts 
that  have  been  made  of  late  years  to  discover  some 
■abstitute  for  the  American  product.  The  Board 
of  Trade  of  Manchester  have  expended  large  sums 
of  money  in  efforts  of  this  kind,  but  thus  far  with 
little  huccess  couiparativelv  speaking. 

A  few  years  since  they  engaged  a  highly  accom- 
plished gunileman,  AlexanderMackay,£8q.,to  visit 
the  £a:>t  Indies,  and  ascertain,  if  possible,  if  any 
portion  of  the  British  possessions  in  that  section  of 
.  the  world  could  be  made  more  available  lor  the  cot- 
ton culture  than  at  present — so  as  to  compete  with 
the  United  States.  Mr.  Mackay  was  eminently 
qualitied  for  the  task,  having  for  some  time  before 
visited  the  United  States,and  resided  for  a  consid- 
erable period  south  of  the  Potomac.  Ue  immedi- 
ately Het  forward  on  his  mission,  and  suceeded  in 
collecting  much  valuable  information,  but  unfor- 
tunately he  died  on  his  way  home.  His  papers 
were  subsequently  collected  and  given  to  the  world 
but  they  were  in  a  condition  so  imperfect  that  the 
results  were  far  from  satisfactory.  The  relations 
between  the  United  States  and  Great  B  ritain  have, 
of  late  years,  been  so  friendly  that  the  apprehen- 
sions of  English  manufacturers  have  measurably 
subsided,  and  although  the  hope  of  discovering 
a  substitute  for  American  cotton  has  not  been 
wholly  abandoned,  the  prosecution  of  the  enter- 
prise has,  in  som«  sense,  been  post  oned. 

Meanwhile  the  cotton  culture  of  the  U.  States 
goes  on  as  extensively  as  ever.  The  earliest  record 
of  an  export  of  cotton  from  ttiis  country,  is  dated 
1747,  when  seven  bags  were  shipped  from  Charles- 
ton.  Thus  then,  in  less  than  one  hundred  years 
the  trade  has  increased  to  millions  of  bales  per 
annum.  A  curious  feature  in  the  history  of  this 
fabric  is,  that  in  1781,  or  little  more  than  a  half  a 
century  ago,  a  shipmeot  of  71  bags  of  cotton  was 
made  from  this  country  to  England,  and  on  its  ar- 
rival it  was  seized  by  the  authorities,  on  theground 
tba^  America  could  not  produce  a  quantity  so 
great. — The  average  annual  yield  for  the  last  Ave 
years  ending  1835,  was  estimated  at  1,000,055  bales. 
The  average  yield  for  the  same  period  ending  in 
1840,was  1,440,000  bales  ;  and  the  average  annual 
yield  for  the  like  period,  which  terminated  in  1850, 
was  2,270,000  bales.  The  total  product  for  1853, 
was  3,262,882  bales.  In  this  connection  the  fol- 
lowing comparative  statement  of  the  growth  will 
bo  regarded  with  interest : — 


vannah.  The  great  impulse,  however,  that  was 
gi\  en  to  the  culture,  was  by  t'je  discovery  of 
Whitney's  cotton  gin.  After  that  period,  its  growth 
increased  at  a  most  extraordinary  rate. — At  this 
moment  as  already  observed,  the  cotton  culture 
and  manufacture  give  employment  to  thousands 
and  tens  of  thousands  of  human  beings,  not  only 
in  the  New  World  but  the  Old.  There  is  scarcely 
an  individual  in  civilized  society  who  is  not  partly 
clothed  with  cotton.  It  is  one  of  the  many  pro- 
ducts of  nature,  and  has  evidently  been  given  by 
Providence  for  the  especial  advantage  of  man. — 
PMladelphla  Enquirer. 


1824, 669,249  bales. 

1884, 1,254,828   " 

A- 1844 2,3»1,603   " 

1858 3,262,882   " 

The  consumption  for  the  last  year  named  may 
be  thus  divided  .- 

Export  to  Great  Britain 1,736,860  bales. 

France, 426,728       " 

"■■*'     North  of  Europe, 171,176      " 

"        Qibor  foreign  ports, ... .   193,636      " 

EeUined  for  home  use, 671,009      " 

These  facts  exhibit  results  of  a  truly  extraordi- 
nary character.  They  possess  the  more  interest, 
from  the  circumstance  that  cotton  is  not  indigenous 
to  this  country,  and  that  the  first  seed  was  brought 
over  little  more  than  a  century  ago.  The  seed 
of  the  Sea  Island  cotton  was  originally  obtained 
from  the  Bahama  Is<auds,  in  the  year   1785.     It 


Vcrmout  Ceatral  Railroad. 

The  Boston  Courier  has  the  folk  wing  with  re- 
ference to  the  present  affairs  and  future  prospects 
of  this  road.  We  unite  in  the  belief  that  the  road 
may  be  benefitted  by  good  management  and  by 
the  accession  of  business  likely  to  be  soon  receiv- 
ed from  the  Canadas.  .    . 

The  nominating  committee  appointed  by  the 
Stockholders  of  the  Vermont  Central  railroad  at 
the  last  meeting  in  Cochituate  Hall,  after  great 
and  due  deliberation,  obtained  the  consent  of  sev- 
en "  good  men  and  true"  selected  to  stand  as  can- 
didates for  directors  of  the  corporation,  to  be  vot- 
ed for  at  the  annual  meeting  to  be  held  on  the  12th 
September  at  Montpelier.  The  names  have  not 
yet  transpired,  but  the  character  of  the  commit- 
tee is  a  sufticient  guaranty  that  the  list  must  be  a 
proper  one,  and  such  as  will  be  acceptable  to  the 
true  friends  of  the  railroad. 

The  unfortunate  Crane  matter  is  in  a  course  of. 
adjustment,  and  will  doubtless  be  settled  within  a 
few  days,  so  far  as  restitution  is  concerned ;  but 
the  injury  sustained  by  the  corporation  and  stock- 
holders, in  consequence  of  the  over  issued,  shares, 
cannot  be  immediately  repaired,  as  it  will  require 
time  and  future  good  management  to  restore  lost 
confidence.  A  good  board  of  directors,  increased 
business,  higher  tariffs,  and  economical  expendi- 
tures, reciprocity  with  the  Canadas,  and  the  open- 
ing of  the  Prescott  and  By  town  Railroad,  are  all 
favorable  features. 

There  has  been  recently  a  reduction  of  thirty 
per  cent,  in  the  expenses  of  the  Rutlantl  and  Bur- 
lington dailroad,  under  the  watchful  administration 
of  Thomas  Thatcher,  the  new  President  of  the  cor- 
poration. Systems  of  retrenchment  have  also 
been  adopted  by  the  Ogdensburg,  Northern,  Ches- 
hire, Vermont  and  Massachusetts  and  Fitchburg 
Railroads,  which  will  show  well  in  the  annual  re- 
sult, and  prove  the  truth  of  the  adage  that  a  pen- 
ny saved  is  equal  to  a  penny  earned.  Extrava- 
gant expenditures  on  some  of  the  new  railroads, 
and  the  low  tariti:,  have  been  more  in  fault  than 
any  other  honest  causes  in  bringing  about  a  de- 


preciation in  market  value.    The  many  millions  of: 

dollars  expended  in  building  these  important  lines  bluffs  and  mountains ;  and  what 


should  not  be  allowed  to  remain  any  longer 
productive  for  lack  of  proper  management. 


un- 


Nortberit   Hallroad  Route  to  tbe  Pacillc. 

Below  we  give  a  copy  of  a  letter  from  Mr.  James 
Doty  who  was  left  by  George  Stephens  at  Port 
Benton,  for  the  purpose  of  making  meteorological 
observations  during  the  past  winter,  ascertaining 
the  fall  and  depth  of  snow,  etc.,  etc.  The  letter 
possesses  great  interest  in  connection  with  the 
proposed  Railroad  to  the  Pacific  over  the  northern 
route. 

NORTHERN  RAILROAD  ROUTE  TO  THE  PACIFIC. 

.'     '         Fort  Benton,  May  2,  1864. 

Your  letter  of  October  3,  1853,  has  at  length 
reached  me,  via  Olympia,  Wallah  Wallah,  and  Can- 
tonment Stevens,  and  the  St.  Mary's  Valley. 

Since  I  last  wrote,  several  important  discover- 
ies have  been  made,  and  questions  determined  in 
regard  to  the  N.  P.  R.  R.,  route,  all  tending  to  es- 
tablish the  facts  that  it  is  eminently  practicable 
for  a  railroad,  and  is  a  good,  if  not  the  best,  emi- 
grant road  from  the  Mississippi  or  Missouri  to  Ore- 
was  first  cultivated  on  Skidaway  Island,  near  Sa-I  goa  and  Washington  Territories.    By  the  aurvey 


of  Lieutenant  Grover,  the  Missouri  has  been  found 
navigable  to  this  point  for  steamboats. 

Captain  McLelland  has  found  two  practicable 
railroad  passes  through  the  cascade  range ;  and 
parties  are  now  engaged  in  opening  a  road  from 
the  Sound  to  Wallah  Wallah,  thence  to  the  Couer 
d'Alene  Mission,  and  thence  to  St.  Mary's  Valley, 
to  which  point  a  good  wagon- road  from  the  bead 
of  navigation  on  the  Missouri  has  been  found  by 
Lieutenant  MuMen,  who  left  here  on  the  18th 
March,  with  an  ordinary  emigrant  wagon  drawn 
by  four  mules,  and,  crossing  the  Rocky  Mountains, 
reached  Cantonment  Stevens  on  the  80th,  having 
travelled  206  miles,  by  the  odometer,  in  12  days. 

The  winter  has  been  very  mild,  and  but  little 
snow  in  the  mountains  on  the  route.  Lieutenant 
Grover,  who  left  here  on  the  15th  of  January,  with 
a  dog-train,  for  Paget  Sound,  found  no  snow  to  the 
entrance  of  the  pass  of  the  Rocky  Mountains,  and 
through  the  mountains  to  St.  Mary's,  the  snow 
averaged  but  one  foot  in  depth.  Thence  to  Poget 
Sound,  he  was  compelled  to  take  horses,  and  pass 
through  in  good  time  and  without  obstruction  fiom 
snow.  Two  men  whom  I  sent  with  Lieutenant  G., 
returned  in  February,  having  walked  from  St. 
Mary's  in  fourteen  days.  My  meteorological  re- 
cords show  that  the  whole  amount  of  snow  that 
fell  at  this  place  since  November  was  30i  inches, 
and  t/u  greatest  depth  of  snow  at  any  one  lime  was 
4 1  inches. 

This  is  an  excellent  grazing  country.  There 
were  large  numbers  of  broken-down  horses  and 
mules,  and  several  yokes  of  oxen,  which  had  come 
through  from  Sauk  rapids,  1,100  miles  to  this  point 
left  in  my  charge  during  the  months  of  October 
and  November.  These  were  pastured  on  the  river 
bottoms  near  here;  not  an  animal  died  during 
the  winter ;  and  on  the  15th  March  the  horses  and 
mules  were  in  efficient  working  condition,  and  at 
the  present  time  the  cattle  are  fat,  fine  beef.  The 
Fur  Company's  horses  and  oxen  are  worked  all 
winter  upon  such  food  as  they  can  pick  up ;  in 
fact,  stock  in  this  country  needs  neither  shelter 
nor  food  from  the  hand  of  man. 

The  soil  in  the  St.  Mary's  valley  is  known  to  be 
fertile  ;  and  any  examinations  in  this  region  show 
that  on  all  the  mountain  streams  their  valleys, 
within  sixty  miles  of  the  mountains  afford  soil  of 
good  quality  and  an  abundance  of  wood.  As  to  a 
profusion  of  excellent  water,  any  one  who  glances 
at  the  numerous  and  never  failing  spring  brooks 
and  streams  in  the  country  will  l^  convinced  that 
man  nor  beast  ever  need  perish  from  thirst.  Of 
nutritious  grass  there  is  everywhere  an  abundance 
in  the  river  bottoms,  where  its  growth  is  rank,  and 
the  plains,  bills,  and  mountain  slopes,  which  are 
covered  with  a  luxuriant  growth  of  Buffalo  grass. 

Timber— white  pine,  pitch  pine,  and  tir — is 
abundant  and  easily  procurable.  Stone — granite 
limestone,  and  sandstone, — is  found  in  the  river 

more  is  needed 


to  render  this  country  "  emineLtly  fit"  for  a  rail- 
road or  emigrant  route,  or  to  be  settled  by  farmers 
I  beg  to  enquire  of  those  who  harp  upon  "  sterile 
deserts"  and  "  railroad  routes  through  New  Cale- 
donia V  ^ 

If,  as  is  assumed  in  a  communication  to  the  Na- 
tional Intelligencer  of  September  6,  1863,  the  oc- 
cupancy of  a  country  by  the  Buffalo  is  a  guaran- 
tee of  its  fertility,  then  does  the  Northern  railroad 
route  bear  the  palm  of  all  other  routes.  From  the 
Shayenne  to  the  Assiniboin  camp  near  Fort  Union, 
firom  the  mouth  of  Milk  river  to  near  this  point,' 
we  were  always  "  in  Buffalo."  Indian  tradition 
says  they  were  always  here.  It  is  here  tfapy  re- 
main summer  and  winter ;  and  their  old  and  deep- 
worn  trails,  twelve  or  fifteen  of  which  may  often 
be  seen  side  by  side,  traverse  this  country  in  all 
directions  through  mountain  and  valley. 

The  various  detached  parties  of  the  ezpeditiOD, 
and  those  stationed  in  the  country  have  crossed 
and  recrossed  the  mountains  from  November  to 
May,  with  trains  of  pack-mules,  and  then  with 
wagons,  and  without  hindrance  from  the  snow  ; 
and  Lieutenant  Grover  who  started  with  a  dog- 
train  and  snow-shoes,  had  to  abandon  them  for 
want  of  snow,  says  tJde  accooots  of  tlu4  country 
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heretofore  given  are  "  a  complete  humbug,'  it  be- 
ing In  no  respect  what  it  was  represented,  and  by 
almost  every  one  believed  to  be. 

The  meteorological  register  shows  that  in  mild- 
ness of  winter  this  country  corresponds  with  the 
climate  of  Oregon,  or  of  Europe  in  the  same  lati- 
tude, rather  than  with  northern  Canada  or  Nova 
Seotla.  At  the  present  time  the  new  grass  on  the 
plains  affords  good  feed ;  in  the  bottoms  the  feed 
was  excellent  the  15th  April  and  is  now  luxuri- 
ant. 

The  spring,  like  the  full  and  winter,  has  been 
dry  and  warm,  tbe  first,  sbower  of  rain  since  Sep- 
tember 17,  1853,  foil  on  the  21st  April,  since 
which  w^e  have  had  several  showers — a  thunder 
storm  is  now  passing. 

On  Monday  next  I  start  for  our  northern  boun- 
dary and  the  head  waters  of  the  Saskatchawan; 
and  shall  examine  the  passes  of  the  mountain — 
with  little  expectations,  however,  of  finding  a  bet- 
ter route  than  our  wagon  road  to  St.  Mary's. — 
This  latter  part  is  not  on  the  cxlreme  sources  of 
tbe  Missouri,  but  is  some  distance  below  the 
"Three  Forks,"  and  is  precisely  at  the  point  where 
it«  mighty  river  rushes  through  the  "  Gate  of  the 
Mounuins"  and  starts  on  its  long  journey  to  the 
ocean.  Could  Lewis  and  Clark,  in  ascending, 
have  left  the  Missouri  at  the  point  where  the 
mountains  first  touch  the  river,  they  would  have 
found  an  excellent  pass  to  the  St.  Mary's  river, 
and  thence  to  the  Columbia. 

To  give  an  idea  of  our  spring  weather  in  latitude 
48**,  1  encK  se  the  readings  of  the  thermometer  for 
April.  The  mean  of  the  barmometer  for  six 
months  gives,  for  the  altitude  of  this  station,  2,688 
feet  above  the  Gulf  of  Mexico. 


Fort  Benton,  Great  Falls  of  the 

TKermometer  in  the  shade,  in  the  open 
■'■'■  fiuenced  by  rcjlected    heat. 
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menced,  will  undoubtedly  reveal  many  resources 
of  equal  exccllonce.  A  very  valuable  deiwsit,  as 
we  announced  a  fdw  days  since,  has  already  been 
found  in  Sussex  county,  and  rich  marls  probably 
exist  throughout  the  State.  In  the  iron  and  zinc 
regions  new  minerals  will  perhaps  be  developed, 
and  possibly  other  metals  discovered,  which  will 
be  the  means  of  employment  and  wealth  to 
many. 

About  a  year  and  a  half  since,  some  persons  in 
searching  at  West  Milford,  Passaic  county,  for 
iron,  came  across  a  bed  of  clay,  with  the  nature 
of  which  they  were  unacquainted.  Until  recently 
it  has  not  been  improved,  on  account  of  ignorance 
of  its  value ;  but  a  scientific  investigation  has  re- 
vealed the  fact  that  it  is  kaolin,  an  exceedingly 
valuable  porcelain  clay,  which  is  quite  scarce.  It 
uan  be  used  in  the  manufacture  of  porcelain  ware, 
tiles,  fire  brick,  the  glazing  of  cards,  soap,  paint, 
&.C.  The  deposit  at  West  Milford  is  of  the  purest 
kind  ;  it  is  of  various  colors,  white,  red,  chocolate, 
and  others. 

The  porcelain  manufactured  from  it  will  be 
equal,  it  is  thought,  to  the  best  French.  The 
deposit  is  large,  and  a  company  of  capitalists  is 
about  to  be  formed,  under  the  name  of  "  Mackapin 
Kaolin  Company"  to  work  it.  Similar  deposits 
exist  in  Japan,  China,  Saxony,  France,  England, 
one  at  Amboy,  discovered  by  the  former  geological 
survey,  and  one  of  an  inferior  kind  near  Philadel- 
phia. The  composition  of  tbe  clay  is  alumina 
and  silica,  and  it  is  generally  formed  from  disinte- 
grated granite.  Many  gratifying  results,  similar 
to  this,  will  certainly  be  accomplished  by  a 
thorough  explanation  of  the  resources  of  our 
State. — Newark  Advertiser. 


Sams 1,498        1,946        1,527 


Means 49°  9        64°  9      60°  9 

Height  of  station  above  the  sea,  2,638  feet. 
Latitude  47  de.  9  min.  88  sec. 
Longitude  west  of  Greenwich,  109  deg.  33  min. 
00  sec. 

JAMES  DOTY,  Observer. 


Tke  Keaoarces  of  New  Jersey. 

^  The  iron  ore  of  this  State  has  attained  a  world- 
wide celebrity,  and  is  acknowledged  to  be  the  best, 
in  many  respects,  that  has  been  discorered.  Tbe 
geological  survey,  which  baa  recently  been  com- 


Tlie  Business  of  the  Canals. 

The  business  and  revenues  of  the  State  canals 
for  the  present  year  show  a  great  falling  oflf  as 
compared  with  the  results  of  a  similar  period  of 
operation  in  1853.  We  have  no  doubt  that  the 
opponents  of  our  noble  state  system  of  improve- 
ments will  take  proper  encouragement  in  view  of 
so  gratifying  a  condition  of  things,  and  will  duly 
impress  themselves  with  tbe  belief  that  the  canals 
will  bankrupt  our  state  at  a  no  distant  period. 
So  long  as  their  convictions  cannot  aflect  the  en- 
largement we  wish  them  every  enjoyment  of  their 
refreshing  faith.  Seriously  what  are  the  reasons 
of  such  a  decline  in  business  1 

First,  there  was  less  surplus  for  export  in  the 
west,  comparing  the  present  with  former  years. 
The  crops  are  below  an  average,  while  the  tide  of 
emigration  in  that  direction  has  increased  tbe  do- 
mestic coLSumption. 

Second,  tbe  foreign  demand  for  some  of  the 
chief  western  products  has  arisen  in  the  midst  of 
local  scarcity ;  thus  giving  the  producer  a  partici- 
pation in  the  speculative  activity  of  eastern  mar 
kets.  Hence  to  secure  immediate  participation  in 
high  prices  at  the  east  larger  quantities  than  usual 
of  grain  have  been  sent  forward  by  railroad.  In 
great  speculations  in  grain  the  canal  retains  the 
article  too  long  in  transitu.  By  both  of  the  res 
sons  assigned  the  canals  are  deprived  of  their  ac- 
customed movement. 

Again,  while  high  prices  have  diverted  some 
shipments  of  grain  from  the  canals  to  the  railroadsi 
they  have  in  their  cases  held  back  large  quantities 
of  grain,  the  holders  relying  on  a  still  further  ad- 
vance in  prices. 

Lastly  it  is  proper  to  admit  that  until  the  canal 
is  enlarged,  and  thereby  enabled  to  move  at  lower 
charges  for  tolls  and  freights,  the  railroads  are 
forcing  a  competition  up<m  it  from  which  they 
may  derive  some  benefit. 
Now  let  us  ask  how  these  cansei  will  develope 


themselves  in  future.  Tbe  high  prices  ol  this  year 
will  induce  increased  culture  in  the  next ;  after 
a  season  of  such  general  drought  we  may  reason* 
ably  look  for  a  genial  summer  in  1855 ;  the  tide 
of  emigi  ation  to  the  west,  except  by  those  seeking 
farms  there,  will  be  diminished,  as  in  no  other  oc- 
cupation but  farming, can  the  west  offer  such  in- 
ducements for  immigration  as  for  a  year  or  two 
past .-  many  of  those  who  have  lately  emigrated 
west  will  become  producers;  and  what  ia  the 
effect  ?  It  is  probable  that  the  foreign  demand 
will  decline,  a  greater  surplus  will  bo  offered  from 
the  west,  the  relative  domestic  consumption  being 
also  diminished ;  prices  will  fall ;  holders  will 
presrf  their  grain  forward  to  realize  something  in 
season,  and  thereby  will  such  a  quantity  of  wheat 
be  sent  forward  as  to  compel  shipments  by  canal 
on  the  score  of  economy.  The  Railroad  freight 
charges  are  increasing,  the  canal  will  reduce  its 
tolls  and  the  boatmen  their  freights.  Under 
such  a  view  what  will  be  the  burden  of  tbe  canals 
in  1855  and  thence  forward  ? 


flailivajr  Tratte.Iletarns. 

Great  Western  of  Canada  229  miles. 
Earnings  for  week  ending  Augnst  25th. 

From  Passengers 811,766 

"      Freight 8,168 

"     Sundnea 1,061 


»  S15,989 

Number  of  Passengers ........        7,648 

Total  since  1st  Jan.  1854 S679,180 

"    Passengers      "        222,922 

Grand  Trunk  Line  of  Canada  292  miles. 
Earnings  for  week  ending  August  12th. 

From  4,696  Ist  class  passengers 6,689 

491  2d    "  "  861 

8,717  tons  mdze 6,981 

747  M.  feet  lumber 2,693 

691  cords  firewood 1,381 

Mails  &.C 779 


It 


Total S17,886 

Total  from  July  1st  1864 «104,706 

Rattan's  VditllatlaK  Car. 

We  find  in  the  JerseysCity  Sentinel  an  account 
by  the  editor  of  a  trip  in  (toe  of  these  cars  upon 
the  Erie  road.  It  appears  that  this  car  surpasses, 
in  perfection  of  ventilation,  anything  heretofore 
known  upon  that  road.     The  editor  says : 

From  the  hour  we  left  Jersey  City  until  we 
reached  our  destination  at  Owego,  we  were  nerer 
more  delighted  with  a  railroad  trip  during  this 
season  of  the  year.  The  practical  advantages  of 
this  system  of  ventilation  were  demonstrated  *!• 
most  to  perfection — the  whole  apparatus  working 
like  a  charm  in  every  department,  to  the  no  little 
delight  of  all  the  passengers  who  were  so  fbrtu- 
nate  as  to  obtain  a  seat  or  standing-place  in  the 
car  where  it  was  used.  There  was  no  dust — no 
confined  air — no  undue  pressure  upon  the  lungs 
— no  complaints  of  lassitude  and  uneasiness  among 
the  travellers — all  felt  as  comfortable  as  if  they 
were  seated  in  a  Summer  arbor  or  some  rural  re- 
treat. While  the  other  cars  attached  to  tbe 
same  train,  without  this  ventilator,  presented  a 
most  striking  contrast,  the  seals  and  passengers 
covered  with  dust,  smoke  and  cinders,  and  tbe 
passengers  almost  suffocated. 

On  returning  East  the  contrast  was  so  great, 
that  we  can  find  no  language  to  convey  the  count- 
er effects  of  the  unventilated  car.  A  literal  cloud 
of  dust  and  smoke,  with  an  unwholesome  atmos- 
pheric pressure,  indescribable  in  its  effects,  accom- 
panied us  back  to  Jersey  City — it  was  like  being 
transformed  ftom  tbe  Elysian  Fields  to  tbe  deserts 
of  Arabia. 

*  The  same  principle  as  applied  to  railroad  cars, 
has  for  sereral  years  past  b««n  extensively  ^plied 
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to  pnbHc  and  private  dwellings,  not  only  !n  Cana- 
da, but  in  various  parts  of  the  United  States,  and 
has  met  with  unexampled  8Ucce§B,  as  we  infer 
from  numerous  testimonials  firom  parties  who 
have  these  ventilators  now  in  constant  use,  and 
speak  of  them  in  terms  of  the  highest  commenda- 
tion. ,    ..     . 

We  are  Informed  that  the  expense  of  this  im- 
prorement  will  not  exceed  8100  to  each  car,  ex- 
cepting the  stoves,  if  put  in  while  the  car  is  build- 
ing. 

At  the  request  of  the  passengers  in  the  ventila- 
ted car,  an  expression  of  their  approval  was  drawn 
up,  and  unanimously  signed,  as  follows: 

A   CAKO. 

We,  the  nnders'gned,  now  riding  in  one  of  the 
cars  of  the  New  York  and  Erie  Railroad,  ventila- 
ted by  Henry  Ruttan.Esq.,  of  Cobourg,  Canada, 
are  highly  deli<?hted  with  the  result*  ol  the  exper- 
iment, and  have  never  before  travelled  so  comfort- 
ably and  pleasantly,  at  this  season  of  the  year, 
upon  this,  or  any  other  Railroad.  This  day,  Au- 
gust 24th,  is  excessiv9ly  hot  and  dusty,  the  entire 
train  being  enveloped  in  one  continuous  cloud  of 
dust;  and  yet,  in  this  car,  so  admirably  does  the 
ventilator  perform  its  work,  that  the  atmosphere 
about  us  is  onlirely  free  from  dust  and  oppression, 
while  we  are  continually  breathing  a  pure  and  in- 
vigorating air  We  unite,  most  heartily  in  urging 
upon  Railroad  Companies  every  where  to  adopt 
in  th«ir  cars  this  method  of  ventilation,  which  is 
superior  in  every  respect  to  any  other  mode  which 
we  ever  experienced  or  heard  of. 

L'jring  Andrews,  New  York  City. 

Luther  A.  Pratt,  Jersey  City. 

W.  Thompson,  New  York. 

J.  Thompson,        do. 

William  H.  Akins,  Ithaca,  New  York. 

Charles  Q.  Miller,  Buffalo,  New  York. 

Thomas  Hoyne,  Chicago,  Illinois. 

V.  W.  Baldwin,  New  York. 

James  H.  Haynes,  New  York. 

Charles  T.  Candee,  New  Haven,  Connecticut. 

P.  H.  Brown,  do.  do. 

Carles  E.  Nicholl,  do.  do. 

John  A.  Bendar,  Philadelphia,  Pa. 

B.  W.  Whitney,  New  York. 

W.  P.  Ely,  Gainsville. 

W.  H.  Northrup,  Cincinnati,  Ohio. 

W.  L.  Andrews,  New  York  City. 

H.  N.  Squier,  do.  > 

Mrs.  M.  T.  Squier,  do. 

Henry  Ketchum,  New  York. 

J.  P.  Simson,  C.  Dlth, 

W.  W.  Ketchum,  J.  Dith, 

H'-nry  B.  Beauner,'         H.  W.  Taylor, 

John  M.  Robblni,  Joseph  C.  Wells, 

J.  F.  Merriam,  F.  V.  Hough, 

Thus.  H.  Dith,   /  N.  Masion, 

E.  Wilcox. 

The  following  is  a  description  of  the  ventilating 
arrangement.    •  •    -^ ' 

The  receiving  cap  Is  placed  upon  tbe  top  of  the 
car  In  front,  through  which  the  air  is  forced  into 
two  conductors,  termed  "  ducts,"  located  at  the 
right  and  left  of  the  receiving  cap  on  the  comers 
of  the  car,  through  flues  leading  into  the  water 
tank,  which  presents  a  surface  of  water  of  two 
hundred  square  feet,  beneath  the  floor  of  the  car. 
The  tank  is  about  twelve  inches  deep,  containing 
three  inches  of  water,  so  divided  as  to  caube 
the  air  to  circulate  in  a  serpentine  course,  before 
it  reaches  tbe  pedestals  through  which  it  is  pro- 
pelled into  the  car,  through  four  apertures  on  each 
side  of  the  two  pedestals,  just  above  the  heads  of 
the  passengers,  and  distributed  in  four  directions, 
from  the  centre  to  each  end  of  the  rows  of  seats. 
The  air  is  then  exhausted  by  raising  the  two  rear 
windows.  This  is  the  prooeM  for  the  Summer  and 
Fall  months. 

In  the  winter,  both  pedestals  are  taken  up~-tbe 
aperture  of  one  being  covered  with  a  seat,  and  the 
other  with  a  ventilating  stove,  which  forms  a  pro- 
minent feature  in  this  invention.  The  air  is  then 
exhausted  through  the  windows  or  ventilators  on 
the  top  of  tbe  car,  aud  is  drawn  iuto  a  flue  ou 


each  side  of  the  car,  which  runs  the  entire  length, 
under  the  passengers  feet,  and  is  drawn  out  at  the 
rear  end  of  the  top  of  the  car,  through  two 
"  ducts"  connected  with  the  exhausting  cap  on 
top  of  the  car.  Thus  is  tbe  circulation  of  air 
equalized  during  all  seasons  of  the  year,  which, 
working  as  it  does  upon  the  principles  of  propul- 
sion and  exhaustion,  renders  the  atmosphere  con- 
stantly pure,  pleasant,  and  invigorating. 


If etT  Jersey  IiooomotlTe  and  Machine  Coi 

On  a  recent  visit  to  the  large  and  active  works 
of  this  company  we  were  shown  an  engine,  under 
construction,  which  we  believe  will  have  the 
greatest  power  of  any  yet  built  in  this  country. — 
It  is  an  engine  for  the  Lackawanna  coal  road  of 
the  six-feet  gauge ;  has  six  coupled  driving  wheels 
supporting  a  weight  of  about  33  tons;  18  inch 
cylinders,  24  inch  stroke  and  4  feet  drivers.  The 
tube  surface  exceeds  1200  square  feet.  This  un- 
usually large  engine  it  is  expt-cted  will  be  finished 
within  a  week,  when  we  shall  be  able  to  give  our 
readers  a  full  description  of  its  construction  and 
performance.  .,.:'•■ 

The  New  Jersey  Locomotive  works  are  also  en- 
gaged in  completing  a  large  order  of  the  heaviest 
class  of  engines  for  the  New  York  and  Erie  road. 
While  the  engines  previously  built  were  inside 
connections,  the  remaining  engines  of  this  order 
are  to  be  of  the  New  Jersey  Works'  well  known  and 
highly  successful  pattern  of  outside  connection, 
giving  a  better  arrangement  of  the  wprk,  and  des- 
tined in  our  opinion  to  make  the  most  effective 
engines  in  use  on  the  Erie  road. 

A  large  order  of  freight  engines  for  the  Central 
Military  Tract  road  of  Illinois,  is  also  being  com- 
pleted. These  engines  are  inside  connected  at 
the  request  of  the  parties  ordering  them,  but  have 
received  several  ingenious  modifications  of  their 
machinery  at  the  hands  of  the  engineers  of  the 
works.  Having  details  of  these  improvements 
we  shall  also  be  prepared  to  lay  them  before  our 
readers  as  soon  as  the  completion  and  successful 
operation  of  these  engines  shall  furnish  the  proper 
occasion. 

The  New  Jersey  Locomotive  and  Machine  Co, 
have  earned  and  ever  maintain  a  high  reputation 
for  the  excellent  character  of  their  work.  From 
DO  works  have  we  seen  more  thoroughly  built  en- 
gines delivered,  in  which  every  part  bore  evidence 
of  a  liberal  expenditiu-e  of  labor  and  material. — 
The  model  of  these  engines  is  well  known  and  ap- 
proved of  by  engineers  for  its  strength  and  dura- 
bility and  it  is  already  copied  in  greater  or  less 
detail  by  other  builders.  In  actual  practice,  the 
durability  of  these  engines  is  remarkable.  The 
retention  of  prime  working  condition  by  some  of 
them  OD  new  roads  has  elicited  the  strongest 
praise.  ..>...         !. 

It  is  gratifying  to  know  that  the  ambition  of 
this  company  to  malDtain  an  establlBbmeDt  for 
the  production  of  uniformly  first  class  work  is  so 
well  appreciated  and  so  liberally  sustained  by  our 
oldest  and  best  railroad  companies.  Tbe  great 
lines  of  roads  in  New  York,  Pennsylvania,  New 
Jersey  and  in  several  other  States  are  largely  sup- 
plied fi-om  these  works,  and  in  each  case  with 
markud  satisfaction  by  reason  of  the  effleiency, 
durability  and  economy  of  their  engines. 

Within  a  short  time  the  company  have  found  it 
for  the  convenience  of  tueir  patrons  to  establish 
an  oflSce  in  New  York.  They  have  accordingly 
located  the  buaineas   department  of  their  Vice 


President's  oflSce  at  No.  69  Beaver  street,  quite 
convenient  to  Wall  street.  C.  W.  Elliott,  Esq., 
the  Vice  President  of  the  company,  remains  at  this 
office  to  attend  to  the  company's  interests  in  this 
city. 

From  the  variety,  novelty  and  excellence  of  the 
engines  now  constructing  at  this  Company's  works 
in  Paterson,  we  shall  have  occasion  to  refer  to 
them  again. 


Erie  Railroad. 


The  following  is  a  copy  of  the  statement  put 
forth  by  the  Erie  Railroad  company,  under  date 
of  Sept.  4th. 

Office  New  York  &  Erie  Railroad  Co.  > 
New  Tori,  Sept.  4, 1854.     J 

The  Directors  observe  with  deep  regrtt  the 
great  depression  in  the  market  value  of  the  stock 
and  bonds  of  the  Company,  and  tbe  almost  total 
loss  of  its  credit,  so  much  so  that  the  Board  have 
been  compelled  to  resort  to  very  extraordinary 
measures  to  fulfil  tbe  obligations  of  the  Com- 
pany. 

The  Directors  have  not  lost  confidence  them- 
selves in  the  ultimate  success  of  this  Great  Enter- 
prise, and  are  confident  that  the  plans  they  will 
adopt  for  relieving  the  Company  from  its  present 
embarrassments,  and  providing  for  the  Income 
Bonds  due  in  February  next,  will  meet  with  the 
approval  of  those  interested. 

At  an  eaily  day  their  plans  will  be  presented  to 
the  public,  with  a  report  of  the  business  and  con- 
dition of  the  Company,  which  the  Board  confiden- 
tly believe  will  be  satisfactory. 

Tbe  operations  of  the  road  during  tbe  nine 
months  of  the  present  fiscal  year,  commencing 
October  Ist,  1863,  and  ending  June  the  30,  1864, 
down  to  which  time  full  accounts  are  made  up, 
have  been  as  follows : 

Transportation  Earnings $3,968,298  42 

Transportation  Expenses,  including  - 

interest  on  the  Funded  and  Float-       "  "-'^ 
ingDebt 3,886,776  78 

Surplus S616,621  64 

Which  shows  a  profit  of  S616,621  64,  equal  to 
8  per  cent,  per  annum  upon  the  capital  of  the 
Company,  over  and  above  all  expenses  of  every 
kind,  and  the  interest  and  commission  which  have 
been  chargeable  upon  its  entire  funded  and  float- 
ing debt. 
Notwithstanding  the  sickly  season  through  which 
we  have  just  passed,  and  the  depressed  state  of 
the  business  of  the  country,  and  the  consequent 
effects  upon  the  business  of  the  Road,  the  Board 
entertains  the  opinion  that  the  returns  when  ren- 
dered for  the  last  quarter  of  the  year  will  present 
a  net  gain  equal  to  the  average  of  three  previous 
quarters. 

The  brief  statement  is  now  made,  in  advance  of 
a  more  tull  report,  in  answer  to  numerous  anxious 
inquiries  concerning  the  business  of  the  road,  and 
in  the  belief  that  something  of  the  kind  is  neces- 
sary to  prevent  timid  holders  of  the  stock  and  the 
bonds  from  unnecessarily  sacrificing  their  proper- 
ty. 

Published  by  order  of  thd  Board, 
HOMER  RAMSDELL  Presideni. 

The  above  is  very  well  as  far  as  it  goes ;  but, 
unfortunately  it  fails  to  meet  the  emergency,  aud 
bad  better  been  withheld,  we  think,  than  publish- 
ed. Any  person  who  has  by  him  a  state- 
ment of  the  earnings  of  the  company  fur  tbe  present 
year,  would  have  no  difficulty  in  figuring  out  a 
similar  result.  It  is  not  what  the  road  is  earning 
that  the  public  want  to  know,  so  much  as  what  it 
owes— the  objects  for  which  the  floating  debt  has 
been  created — the  plans  proposed  for  its  liquida- 
tion— the  present  and  prospective  necessities  of 
the  company.  What  ia  wanted  is,  a  thorough  in- 
sight iuto  itfl  whole  interior  oi^aoizatiou,  so  tbat 
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the  pablle  may  feel  that  thuy  have  at  last  touched 
bottom.  Until  the  company  are  prepared  to  do 
this,  all  partial  and  fragmentary  statements  only 
create  suspicion  and  distrust,  instead  of  allaying 
them.  Such  will  be  the  effect  of  the  above  state- 
ment. Let  us  have  the  whole  story,  or  noth- 
ing.  

ImproTcmcnta  lu    Mobile  River. 

The  concentration  t  f  Railroad  enterprise  upon 
Mobile  is  likel^tu  t  lcvj;Le  it  to  a  new  rank  among 
the  cities  of  the  South.  Occupyinij  a  central  po- 
sition on  theGuh  of  Mexico,  and  beiug  at  the  ex- 
tromitv  of  three  magi;iticient  systems  of  northern 
aiid  north-eastern  railroads,  and  at  tlie  outlet 
of  the  natural  drainage  of  over  40,000  miles  of 
productive  territory,  it  is  destined  so  soon  as  these 
advantages  are  completed,  improved  and  fully  de- 
veloped, to  assimie  a  commercial  importance  cor- 
responding with  our  cities  of  first  rank.  The  Mo- 
bile and  Ohio  road,  connecting  with  Cairo,  St. 
Louis,  and  Chicago,  and  by  eastern  branches  to 
Nat'bville,  Cincinnati  and  Lake  Erie ;  the  Alabama 
and  Tennessee  road,  ultimately  terminating  at  Mo- 
bile, and  extending  on  the  north  to  the  roads  form- 
ing the  great  interior  lines  from  the  north  to  the 
south  i  the  roads  leading  to  Charleston  and  Savan- 
nah ;  and  the  Mobile  river,  with  its  great  com- 
mercial tributaries,  are  together  the  elements  of 
greatness  by  which  Mobile  will  advance. 

Uncompleted  as  are  all  of  these  railroads  and 
with  an  unimproved  river  navigation,  Mobile  is  in- 
creasing faster  in  wealth  and  numbers  than  any 
other  southern  city.  =:,         •;. 

It  is  known  that  active  efforts  and  liberal  outlays 
we  being  made  for  the  improvement  of  Mobile 
river  and  Bay.  These  improvements  which  must 
benefit  the  whol€  interests  of  Alabama,  are,  strange 
to  say,  opposed  by  citizens  of  Baldwin  county,  di- 
rectly opposite  Mobile.  The  occasion  of  this  op- 
position which,  it  is  not  supposed,  will  affect  the 
progress  of  the  improvements,  forms  an  opportun- 
ity for  stating  the  condition  of  the  river,  and  the 
means  by  which  it  is  expected  to  increase  its  ca- 
pacity. The  Alabama  Planter  in  a  recent  number 
gives  the  following  interesting  accoimt  of  the 
habits  and  condition  of  the  river. 

IMPROVEMENTS    OF    MOBILE    RIVER. 

An  attempt  has  been  made  by  the  citizens  of 
Baldwin  to  restrain  the  citizens  of  Mobile  from 
completing  the  works  now  on  foot  for  improving 
Mobile  river,  and  consequently  the  Bay.  Let  us 
look  a  moment  into   the  merits  of  the  case. 

The  causes  of  the  division  of  the  river  into  two 
branches  at  its  mouth  are  plain :  Ist,  the  slight  in- 
clioatiou  of  the  surface  of  the  river ;  2d,  the  resis- 
tance of  the  waters  at  the  bay  ;  3d,  the  too  great 
width  of  the  river  towards  the  mouth.  The  wai- 
ters becoming  less  deep  by  the  expansion,  and  the 
resistance  to  the  motion  increasing  with  this  ex- 
pansion, the  velocity  will  be  diminished  and  per- 
mit the  sediment  to  be  deposited  at  the  bottom, 
which  leads  to  the  formation  of  a  bar.  This  ac- 
cumulation of  deposit  in  the  month  of  the  chan- 
nel steadily  increasing  causes  the  water  of  the 
river  to  turn  towards  the  sides,  and  thus  two  chan- 
nels are  formed  with  a  snnd  bank  between  them, 
which  finally  becomes  an  island.  The  channels 
are  indebted  for  their  formation  and  depth,  to  the 
momentum  of  the  water  that  passes  through  each. 
This  deposit  u  calle  Delta,  from  its  resemblance 
in  shape  to  that  letter  of  the  Greek  Alphabet — 
Pinto's  Island,  in  the  mouth  of  the  Mobile  river, 
has  been  made  in  this  way.  And  even  in  tbe  east- 
em  channel  on  the  other  side  of  Pinto's  Island,  a 
similar  process  has  being  going  on,  and  a  sand 
bank  has  been  formed  near  the  middle  of  that 
channel.    It  is  this  eastern  channel  that  has  been  _ 


contracted,  or  is  now  partially  closed,  for  the  pur- 
pose of  throwing  some  of  its  water  into  the  main 
channel  of  the  Mobile  river,  which  has  lost  its  re- 
quisite scouring  power  by  the  withdrawal  of  its 
water  through  the  several  outlets. 

The  depth  of  the  eastern  channel  was  very  ir- 
regular, principally  along  the  eastern  branch, 
therefore  vessels  taking  the  ground  must,  if  heav- 
ily loaaed,  be  liable  to  strain,  consequently  occa- 
sioning much  additional  tear  and  wear ;  besides 
under  these  circumstances  the  consequences  become 
mere  serious  to  property.  The  narrowing  of  thib 
eastern  channel  and  giving  it  a  proper  form  and 
direction,  a  matter  of  primary  importance 
to  all  those  who  are  iu  the  habit  of  navigating  the 
channel,  is  tantamount  to  deepening  it,  fVom  the 
circumstance  that  at  those  parts  where  the  width  is 
least  the  water  is  d'-epest. 

The  natural  result  of  the  formation  of  the  is- 
land being  the  raising  of  the  bed  of  tbe  river  above 
and  below  the  island,  a  decrease  of  depth  takes 
place  at  both  these  poicu*.  It  must,  therefore,_ap- 
pear  evident  to  any  reflecting  mind,  that,  to  secure 
and  preserve  the  navigable  depth  of  the  river,  it 
is  necessary  to  close  the  channel  that  is  not  in  the 
line  of  the  course  of  the  river. 

The  depth  of  water  above  and  below  an  island 
or  sand  bank,  or,  in  other  words,  the  least  depth 
of  water  in  the  channel,  constitutes  the  navigable 
depth  ©f  the  channel.  Of  what  use  is  it  for  the 
purpose  of  navigation  to  have  a  channel  possess- 
ing great  breadth  41  several  branches,  if  the  main 
desideratum,  a  sufficient  navigable  depth  be  want- 
ing 1 

There  is  a  very  important  distinction,  which 
ought  not  to  be  overlooked,  between  the  available 
and  the  non-available  channel  of  a  river,  and  any 
improvement  undertaken  with  the  view  of  benefit- 
ting the  available  or  main  channel,  though  it  may 
be  at  the  expense  of  the  non-available  channel, 
must  certainly  be  justifiable. 

The  Mobile  River  is  public  property  and  no  por- 
tion of  the  water  should  be  allowed  to  be  diverted 
from  it  by  either  nature  or  art,  the  effect  of  which 
would  in  any  way  be  prejudicial  to  its  navigation. 
The  river  is  formed  by  a  union  of  the  waters  of 
the  Alabama  and  Tombigbee  rivers,  and  all  the 
water  belcw  that  junction,  which  leaves  the  main 
channel  and  passes  off  through  the  outlets,  is,  in 
fact,  and  should  be  considered,  a  legitimate  por- 
tion of  that  property  which  the  public  has  iu  the 
river,  and  over  which  it  ought  to  retain  imdisput- 
ed  control,  so  that  it  may  at  all  times  exercise  the 
power  to  regulate  and  dispose  of  it  in  any  way 
that  may  be  deemed  most  advantageous  in  secur- 
ing a  permanent  and  increased  navigable  depth  to 
the  Gulf. 

Suppose  that  by  any  accident  of  flood  or  weath- 
er, or  by  the  sinking  of  vessels  or  the  deposit  of 
logs,  sediments  &c.,  the  main  channel  of  the  riv- 
er were  so  blocked  up,  or  obstructed,  that  most  of 
its  water  would  be  diverted  into  the  Spanish  riv- 
er ;  would  the  city  of  Mobile  be  prohibited  by  the 
principle  of  non-interference  with  nature,  from  us- 
ing all  the  means  in  its  power  to  recover  the  wat- 
er that  bad  been  diverted  from  the  main  channel 
and  to  restore  the  previously  existing  depth,  or  to 
improve  that  channel  su  as  to  secure  a  still 
greater  depth,  if  possible]  Cannot  the  city 
of  Mobile  imiie  iu  a  single  channel  the  water  of 
the  Mobile  river,  which  has  been  divided  by  Pin- 
to's Island,  in  order  to  restore  the  former  depth 
above  and  below  tbe  island,  and  preserve  a  great- 
er scouring  power  down  the  bay  1  ;.  -v-.  :!-»^ 
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Under  the  present  high  prices  of  wood,  already 
S8  per  cord  for  Southern  pine,  our  Northern  roads 
are  looking  with  increased  interest  to  the  employ- 
ment of  Cumberland,  or  other  description  of  bit- 
uminous coal.  The  New  Haven  road  has  for  sev- 
eral  weeks  been  running  its  fVeight  trains  with  this 
description  of  coal,  burned  in  one  of  Winaas'  large 
engines.  Another  engine  from  the  same  builder 
ia  expected  upon  the  road  at  an  early  day. 


WorlUiic  Oeacendliks  GrMlca. 

"Sentinel,"  of  the  Conner  and  Ertquirer,  i* 
writing  some  thrilling  sketches  of  Railway  inci-  ; 
dents,  seasoned  to  the  popular  taste.  In  a  recent 
life-picture,  he  describes  the  descent  of  a  heavy 
freight  train  on  the  seven  miles  of  the  Erie  road  be- 
tween "  Gulf  Summit"  and  Deposit.  So  far  as  he 
shows  how  powerless  are  the  means  relied  on,  un- 
der such  circumstances  for  governing  the  descent 
of  the  train,  we  can  endorse  the  ti  uth  of  his  de- 
scription. He  has  furnished  us  with  an  occasion,  • 
therefore,  (which,  had  we  waited  until  winter,  we 
should  only  have  found  in  some  bad  accident)  for 
saying  a  few  words  on  tbe  adaptation  of  locomo- 
tive power  for  working  steepgrades.  ^ 

The  grade  of  the  Erie  road  at  the  point  named, 
is  68  feet  per  mile,  for  seven  miles.  The  Baltimore 
And  Ohio  road,  has  a  grade  of  twice  the  pitch  for 
twice  the  length,  viz  :  116  feet  per  mile  for  16 
miles.  In  winter,  "Sentinel,"  however,  would  find 
meagre  materials  for  a  wild  picture  of  a  descent 
upon  the  Baltimore  and  Ohio  grade.  Yet  every 
one  would  suppose  that  it  would  be  absolutely 
dangerous  at  all  times.  We  will  state  wherein  the 
security  in  working  the  latter  grade  consists. 

The  Erie  freight  engines  are  adapted  to  exert  a 
moderate  power  at  a  high  speed.  The  machinery 
is  so  proportioned  as  to  give  a  natural  velocity, 
with  usual  trains,  of  from  20  to  30.  miles  an  hour, 
while  most  of  those  engines  are  able  to  run  much 
faster.  Having  but  moderate  adhesion,  with  such 
quick  susceptibility  of  motion,  these  engines,  upon 
a  bad  down  grade,  are  not  able  to  act  as  a  suflici- 
ent  check  to  the  train.  Going  up  a  grade,  they 
are  nearly  stopped  by  a  comparatively  moderate 
load ;  going  down,  they  are  in  danger  of  being 
crushed  by  the  gravity  of  the  train. 

The  Baltimore  and  Ohio  trains  on  the  contrary 
are  proportioned  for  enormous  power  at  slow  speed 
Their  ordinary  load  up  46  feet  grades  is  from  twice 
to  three  times  that  drawn  upon  similar  grades  on 
Northern  and  especially  on  New  England  roads. — 
The  usual  speed  of  these  engines  is  but  about 
12  miles  an  hour.  While  they  have  the  power  to 
control  their  speed  under  acy  pressure  likely  to 
be  exerted  by  their  train,  it  would  also  be  difficult 
to  drive  them  up  to  any  such  speed  as  80  mile*  an 
hour  without  developing  a  friction,  from  all  parts 
of  their  machinery,  of  great  retarding  power. — 
The  moving  machinery  of  the  Baltimore  engines 
must  work  nearly  twice  as  fast,  for  a  given  speed 
of  train,  as  that  of  the  Erie  Engines.  W  ith  all  this, 
and  the  28  to  30  tons  ofadhesion  and  large  sand  box- 
es of  the  Baltimore  stock  engines,  they  would  be 
very  unlikely  to  be  urged  at  an  unsafe  speed,  down 
any  grade,  by  the  pressure  of  any  train  which  th<'y 
could  draw  up  the  same  grade.  Our  readers  of 
technical  tastes  can  compare  for  themselves. 

.   .tiv>.i    ;.     Erie  engines  Bait.  &>  Ohio     >. 
Diam.  of  cylinder. . .  18  ins.       19  to  20  ins. 
Stroke  of  Piston....  20   "  22   " 

Diam.  of  Driver 62    "  43    " 

Adhesive  weight ....  21  tons.  29  Umt. 

While  a  person  having  no  particular  knowledge 
of  the  nature  of  chilled  iron,  would  suppose  that  a 
tire  of  such  material  would  have  lets  adhesion 
upon  an  iron  rail  than  would  a  wrought  iron  tire, 
it  deserves  to  be  said  that  tbe  Baltimore  engines 
are  provided  entirely  with  chilled  cast  iron  tires ; 
these  by  ample  comparisons  being  found  to  have 
equal  adhesion  with  wrought  iron  tires,  while  they 
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have  a  most  decided  merit  of  economj  ia  their  8a< 
perior  hardness  and  ease  of  application.       *^'  'fen. 


American   Uailroad  Journal. 

Satardaj-,  September  9,  1854« 

Stock  and  Money  SI«rkct> 

The  past  has  been  an  exciting  week  in  the  share 
marlcet.  The  great  fluctuation  has  been  in  Erie. 
The  following  table  will  show  the  extent  of  the 
fluctuations,  for  the  week,  of  some  of  the  leading 
stocks. 
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The  principal  interest  in  the  street  attaches  to 
Erie,  the  condition  of  which  exerts  a  powerful 
Influence  over  the  whole  market.  It  is  stated 
that  the  company  have  made  arrangements  for 
their  liabilities  immediately  pressing,  through  the 
assistance  of  Messrs.  Drew  &.  Vanderbilt.  We  do 
not,  however,  expect  to  see  any  great  improvement 
in  this  stock  till  the  company  shall  put  forth  some 
well  digested  and  feasible  plan  for  the  payment  of 
its  Income  bonds,  and  the  restoration  of  its  credit. 
We  repeat  what  we  have  already  said,  that  the 
financial  success  of  the  road  depends  upon  such  a 
step.  The  road  can  be  made  to  pay  seven  per  cent, 
on  its  cost,  and  can  be  placed  in  a  position  that 
will  carry  its  securities  to  their  former  figures,  and 
enable  the  company  to  raise  all  the  money  it  needs 
without  the  aid  of  individual  names.  We  state 
this  as  the  opinion  of  the  most  careful  and  cau- 
tious of  our  monied  men,  and  who  have  all  along 
agreed  with  us  in  opinion.  Nothing  is  wanting  but 
good  management  to  make  this  road  all  that  it 
has  been  supposed  to  be.  ^  '  '  '^ 

The  railway  earnings  for  August  as  far  as  have 
been  received  ai  e  favorable.  Those  for  the  Hud- 
son River  and  Cleveland  and  Columbus  show  a 
small  increase  over  1853.  We  presume  such  will 
be  the  case  with  most  if  not  all  our  companies. 
When  the  universal  prevalence  of  the  cholera,  the 
almost  entire  cessation  of  pleasure  travel,  conse- 
quent upon  the  "hard  times,"  and  the  general  stag- 
nation of  business  compared  with  the  greater 
activity  which  prevailed  last  year,  are  considered, 
the  result,  showing  that  railroads  not  only  hold 
their  owi3,but  are  going  ahead,  while  everything 
else  presents  only  half  the  bulk  of  last  year,  is 
highly  favorable.  However  our  people  may  have 
been  disappointed  in  other  matters,  corlainly  they 
cannot  charge  their  disappointment  to  our  rail- 
roads, which  are  proving  all  that  was  claimed  for 
them. 

There  is  some  foreign  demand  for  railroad  bonds ; 
mostly  of  roads  in  operation ;  none  for  new  works. 
So  long  as  unquestioned  seven  per  cent,  bonds  of 
old  roads  are  selling  at  80,  there  is  not  much 
chance  for  new  projects.  The  market  must  first 
be  cleared  of  the  stock  on  hand.  Money  ia  in  active 
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Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  $100.  hiy-'^  '-' 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence. . .  Maine 
Androscoggin  and  Kennebec. 

Kennebec  and  Portland 

Port.,  Saco  and  Portsmouth. . 

York  and  Cumberland, 

Boston,  Concord  and  Montreal. 

Concord  

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord .... 

Sullivan 

Connecticut  and  Passumpsic. . 

Rutland 

Vermont  Central 

Vermont  and  Canada 

Western  Vermont 

Vermont  Valley 

Boston  and  Lowell 

Boston  and  Maine 

Boston  and  Providence 

Boston  and  Worcester 

Cape  Cod  branch 

Connecticut  River 

Eastern 

Fall  River 

FItchburg 

New  Bedford  and  Taunton. . . 
Boston  and  New  York  Central 

Old  Colony 

Taunton  Branch 

Vermont  and  Massachusetts.. 

Worcester  and  Nashua 

Western 

Stonington 

Providence  and  Worcester.. . 

Canal 

Hartford  and  New  Haven .... 

Honsatonic 

Hartford,  Prov.  and  Fishkill. . 
New  London,  Wil.  and  Palmer 
New  York  and  New  Haven . . . 

Naugatuck 

New  London  and  New  Haven. 

Norwich  and  Worcester 

Buffalo  and  New  York  City . . 
Buffalo,  Coming  and  N.  York. 

Buffalo  and  State  Line 

Canandaigiia  and  Niagara  F . . 

Canandaigua  and  Elmira 

Cayuga  and  Susquehanna .... 
Erie,  (New  York  and  Erie).. . 

Hudson  River 

Harlem 

Long  Island 

New  York  Central 

Ogdensburgh  (Northem) 

Oswego  and  Syracuse 

Plattsburg  and  Montreal.... 
Rensselaer  and  Saratoga.... 

Rutland  and  Washington 

Saratoga  and  Washington .... 

Troy  and  Rutland 

Troy  and  Boston 

Watertown  and  Rome 

Camden  and  Amboy 

Morris  and  Essex 

New  Jersey 

New  Jersey  Central 

Cumberland  Valley 

Brie  and  North  East : . 

Harrisburgh  and  Lancaster. . . 

Philadelphia  and  Reading 

Philad.,  WilmingUHi  and  Bait. 
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1,638,100 

824,863 

1,073,678 

1,366,500 

286,747 

1,649,278 

1,486,000 

2,078,625 

3,016,634 

717,543 

600,000 


*s 


2,978,700 
1,043,640 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


1,097,6001 
2,486,000 
8,600,000 
1,500,000 
892,000 


550,000 
2,429,100 
3,600,000 

"700,660 
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6,973,700 
2,036,140 
2,620,981 
1,459,384 
713.606 
2,640,217 
1,485,000 
8,002,094 
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254,748 
177,003 
168,114 
208,669 
23,946 
160,538 
306,806 
287,768 
328,782 


1,830,000 
4,076,974 
8,160,000 
4,500,000 

421,960 
1,691,110 
2,860,000 
1,050,000 
8,540,000 

500,000 
1,169,228 
1,964,070 

260,000 
2,283,939 
1,140,000 
6,160,000 


1,457,500 

922,500 

2,860,000 


668,861 
8,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,686 


425,609 
687,000 
10,000,000 
3,740,515 
4,726,260 
1,875,148 
28,085,600 
1,579,969 
350,000 
174,042 
610,000 
860,000 
899,800 
237,690 
430,936 
1,011,940 
1,500,000 
1,022,420 
2,197,840 
1,679,935 
1,184,500 
600,000 
830,100 
6,656,382 
6,000)000 


661,214 
1,400,000 

673,600 

1,745,616 

5,577,467 

12,000,000 

1,500,000 


182.646 


495,397 


206,190 
150,000 
402,826 
690,541 
180,000 
286,36.S 

1,192,975 
6,208 
191,600 
none. 
953,370 
295,038 
none. 

1,139,615 
194,445 

6,319,620 
467,700 
800,000 
600,000 
800,000 


2,044,636 
4,111,346 
8,679,041 
4,860,754 

633,906 
1,802,244 
8,120,891 
1,060,000 
8,716,870 

629,964 
2,221,068 
2,293,534 

807,136 
3,207,818 
1.342,693 
9,953,258 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,650,000 


872,000 


582,400 
400,000 


1,791,999 
1,400,000 
3,150,000 
2,600,000 
In  progres 
1,611,111 
4,978,487 


1,380,610 
2,596,488 
2,560,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 
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Recently 
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113,520  none 
80,063  none 
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86 
32 


6 

11,266  none 
79,669  none' 

141,836   8 
65,266 

163,076' 


100,652lnone  42 

'     94j 

24 

17 

105i 

85 

42 

70 

1041 


5 
6 
6 
61,618j  8 

none 

none 

none 

266,639:  none 


434,599 
803,024 
509,326 
887,219 
08,942 
258,220 
620,810 
294,183 
626,659 
188,442 
90,315 
374,897 
159,788 
244,823 
182,398 
1,526,224 
240,672 
291,417 


639,629 
329,041 
69,629 
114,410 
806,718 


the  Vt.  C  ent. 
opened,  'none 

none 

114,098  0 

418,868! 

226,639 

418,289 
26,412 

102,098 

310,875' 

126,589! 

214,6331 
46,839) 


8 

64 

7 

6 

4 

6 

8 

6 

7 


35,214jnone 
122,86Cnone 


21,490 

13,144 

81,807 

746,786 

110,892 

120,892 


294,209 
168,902 


428,173 


Recently  lopened. 

267,6611    116,966 
Recently  opened. 


8 

none 

6 

7 

"e 

4 

10 

none 
none 


24,003,86533,070,863 


7,046,395 
977,463 
516,246 
10,773,823 

2,969.760 
206,000 
181,000 
25,000 
400,000 
940,000 
100,000 
700,000 
650,000 


128,000 

476,000 

1,500,000 

18,000 


713,227 
10,427,800 


10,527,654 

6,102,936 

2,446,891 

33,869,423 

5,133.834 

633,598 

349,775 

774,495 

1,260,000 

1,832,945 

329,677 

1,043,367 

1,693,711 

4,327,498 

1,220,326 

3,246,720 

3,196,222 

1,266,143 


Recently  opened. 


7 

8 
none 

4 
none 
none 


76,760   39,860  none 

74,241!  23,496  none 

4,318,9621,800,181  7 

1,063,6691    838,783none 

681,446!    324,494    4 

206 ,068,     44,070  none 


480,137 
92,368 

Recently 
213,078 

Recentlv 
173,546 

Recently 

Recently 
226,162 

1,888,386 
149,941 
603,942 
365,833 
118,617 


195,847 

46,072 

opened.  Inone 

9d,7o7  .... 

opened.  1 . . . . 

135,017|none 

opened. 

opened. 

116,706 

478,413 

79,262 

316,269 

179,210 

76,890 


750,000  Recently  jopened. 


1,702,523 
17,141,987 


2.899,166]  8,067,286! 


266,8271  106,320 
2,480,6261,251,987 
868,038'  641,769 
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99 

"n\ 

621 
981 
66 
80 
65 
119 


40 
46 

*  •  •  • 

130 


36 

42 

31 

22i 

89} 

11 


30 
88 

I  •  •  • 

92 
148 

131" 
96 

126* 
66 
68 
69 
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:*!K^?st^v,    xw    ?-A  -      Railway  Share  List^  -v 

Compiled  from  the  latest  returns — corrected  every  Wedniiday — on  a  par  valwtH&n  of  SIOO. 


NAME  OF  COMPANY. 


Pennsylvania  Central Penn. 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .  " 
Rich.,  Fred,  and  Potomac ....     " 

South  Side " 

Virginia  Ct  Qtral " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C. 

Charlotte  and  South  Carolina.  S.  C 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Qa. 

Georgia " 

Macon  and  Western " 

Muscogee >.  .     " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss, 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga. . .     " 
Covington  and  Lexington ....   Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexilngton " 

Cleveland  and  Pittsburgh Ohio, 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.     " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton     " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton .: " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...     " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .     " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bdlofontaine  " 
Indianopolis  and  Cincinnati..  " 
Lafayette  and  Indianapolis ...  " 
Madison,  Indianapolis  &  Peru  " 
Terre  Haute  and  Indianapolis    " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi. .....     " 

Illinois  Central .»*ii>.;'^* 

Galena  and  Chicago '" 

Michigan  Southern  and  Ind.  N.Mich, 

Michigan  Central " 

wjflc   .»...  Mo. 


260 

80 

47 

381 

38 

67 

66 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 

66 

93 

33 

88 

60 

80 

126 

73 

29 

66 


100 
147 
95 
136 
46 
61 
60\ 


40 
20 
86 
81 
87 
84 

i67 
67 


187 


44 

i  64 

I  81 


131 

83 

90 

i  62 

169 

72 


136 


92 

315 
282 
88 


3 

& 


9,768,156 


13,118,902 
1,660,000 


•o 

« 

a 
d 


2  9 

%-  ••- 

O    3- 


6,000,000 13,600,000 1,943,827 


a3 


e^ 


o 


5,677,10322,254,338 
1,660,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,357,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,868,840 


3,600,000 
4,000,000 
1,013,088 


686,887 


776,269 
879,868 
688,611 


835,000 
2,-093,814 
1,430,160 

857,218 


1,979,100 
2,000,000 


8,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,887,200 


1,750,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,887 


2,400,000 


173,867 
200,000 

*  563,666 
640,000 
469,150 
707,958 
120,000 

1,134,698 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,531,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,674 


2,033,4201  798,193  7 
348,622  216,237  8 
413,673  162,636 


500,000 
3,000,000 


418,187 

1,214 

163,000 


150,000 
'400.666 


"i,*277,334 
In  prog. 

748,526 

In  prog. 

In  prog. 

In  prog. 

1,330,%0 


641,000 
860,000 
900.000 


1,142,200 
1,600,000 


408,200 


600,000 
650,666 


482,000 
1,000,000 
1,767,000 


2,450,000 


300,000 
26,000 


1,289,000 


1,241,300 
663.100 


4,000,000 


600,000 
3,741,664 


In  prog. 

7,002,396 
In  prog. 

8,466,879 


In  prog. 
In  prog. 
In  prog. 
684,902 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


2,659,653 
In  prog. 

925,000 
In  prog. 


In  prog. 
3,169,733 
1,865,000 
4,110,148 

In  prog. 


(1>,3 
S5 


•a 
a 
v> 


A 


617,626 


227,693 


72,370 


86 


97 
49t 


122,861' 
2o4,376| 

62,762 
210,062 
109,268 

89,776 
610,038 


74,113!none 
113,266 


1,000,717 


986,074 
934,424 
278,739 
59,590 
129,396 


99,077 
42,786 


153,898 


7 


77 

70 

40 

100 


10 
none 
12 

6 


609,711 


178,642 


87,421 


432,682 


777,798 


821,793 


Recently 


667,559 


640,618 


In  prog. 

1,310,062 
In  prog. 


Recently 


Recently 
314,434 
237,506 


Recently 
1,869,932  Recently 


2,400,000|   616,414 
1,363,0191   106,944 


535,6081  8 
456,468   7}4 
149,960 

21,731 

71,636 


76,079 


44,260 


267,278 


483,464 


200,967 


8 


10 


12 


opened. 


362,133 
113,46*1 


opened. 


opened. 
168,612 


opened, 
opened, 
opened. 
268,076 
71,446 


4,600,000 


In  prog.  I  473,648 
7,276,6161,200,922 


286,152 
586,929 
,816 


3,977,668  8,618,5061,146,598    682,81 

....  ....  I    non       lln  progrea, Recently!  opened, 


10 


10 


10 
4 


17 
8 


60 

98 


126 


116 

ioi* 


63 
80 


46 
59 
71J 


100 


62 
75 


66 


request,  but  is  sufficiently  abundant  for  the  pur- 
poses of  a  healthy  trade. 

Oar   Imports. 

We  published  recently  a  statement  of  the  reTen- 
ues  of  the  national  government  for  1863  and.1864. 
From  these  revenues  the  amount  of  our  imports 
has  been  estimated.     The  means  of  estimation  is 
the  assumption  that  the  duties  paid  are  26  per 
cent,  of  the  dutiable  imports.     A  cotemporary, 
by  estimating  the  imports  as  four  times  the  reven- 
ues of  1854,  has  given  popular  currency  to  the 
opinion  that  our  imports   for  this   year  exceed 
those  of  J  853  by  $47,000,000.     But  as  a  large  part 
of  our  revenues  are  derived  from  land  sales,  and 
as  these  are  several  millions  more  in  1854  than  in 
1853,  it  is  found,  as  we  last  week  exhibited  by  an 
extract  from  the  Econoviist,  that  the  increase  of 
duties  received  during  the  last  official  year,  over 
those  of  the  previous  year,  corresponded  with  an 
increase  of  importation  of  but  $21,000,000.     The 
6gures  quoted  by  us  are   admitted   as  correct, 
whence  we  infer  that  the  balance  of  our  national 
Exchanges  are  more  favorable  than  is  generally 
supposed. 

Virginia  and  Tenneskee  Railroad, 

The  business  of  this  road  is  increasing.  The 
Abingdon  Democrat  states  that  the  first  six  months 
of  this  year  the  receipts  are  about  S70,000  against 
S40,000  during  the  same  month  last  year.  It  will 
pay  6  per  cent,  on  the  finished  portion  of  the  road 
this  year. 

Northern  Cross  Railroad  of  Illinois. 

The  Quincy  Whig  announces  that  an  additional 
force  of  laborers  has  been  put  upon  this  road  be- 
tween Quincy  and  Clayton,  and  the  work  is  rapid- 
ly progressing .  Track-laying  will  be  commenced 
very  shortly,  and  the  contractors  for  that  portioo 
of  the  work  design  keeping  pace  with  the  progress 
of  the  grading  and  superstucture. 

The  Northern  Cross  road,  it  will  be  remember- 
ed, is  the  continuation  of  the  Aurora  extension 
and  Central  Military  Tract  roads  and  will  give  to 
Chicago  an  additional  continuous  line  of  rail- 
road to  Quincy  on  the  Mississippi,  opposite  the 
Hannibal  and  St.  Joseph  road  of  Missouri.  It  is 
one  of/c<  great  roads,  to  connect  Chicago  with 
the  Mississippi  river  at  as  many  different  points 
distributed  along  the  whole  western  boundary  of 
Illinois. 


77  i 
79 


90 


90 
86 


/ 


Railroad  front  Peoria,  Illinois,  to  St.  Lonls. 

W.  G.  Wheaton,  Esq.  the  engineer  of  the  Peoria 
and  Bureau  Valley  road  has  completed  a  survey 
of  a  road  from  Peoria,  to  Jacksonville,  there  to 
connect  with  the  Jacksonville  and  Alton  road  to 
St.  Louis.  The  distance  between  Peoria  and 
Jacksonville  is  76^4  miles.  This  line,  with  its  ex- 
tensions to  Galena  is  expected  to  give  to  St.  Lonis 
the  shortest  route  to  the  Upper  Mississippi.  It  ■ 
will  also  offer  an  additional  route  to  Chicago,  35 
miles  longer  from  St.  Louis  than  by  the  Chicago 
and  Mississippi  road.  Passing  through  Jackson* 
ville,  Peoria  and  Peru,  this  line  would  command 
a  large  local  support. 

Ogdansbarglt  Rallroada 

It  is  Stated  thatW,  T.  Eustis,Esq.,  the  Treas- 
urer of  the  Ogdensburgh,  has  resigned,  and  H.  M. 
Holbrobk,Esq.,  has  been  chosen  to  filltbe  vacancy. 
It  is  also  stated  that  George  M.  Dexter,  Esq.,  has 
resigned  the  Treasureship  of  the  Vermont  Central, 
to  take  the  office  of  Superintendent  of  the  Boston 
and  Lowell  Railroad.     .  ,  .^ 
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£iigliaes  on  Veruiont  Caatral  Aalli-oAd. 

In  speaking,  recently,  of  the  condition  of  this 
compaDy,  wo  alluded  to  its  anfortuDate  and  ex- 
pensive system  of  motive  power.  We  this  week 
tak«  occasion  to  illustrate  the  character  and  ex- 
tent of  this  department  by  a  special  statement  of 
the  dimensions  and  construction  of  all  the  engines 
on  the  road.  The  chief  points  in  this  list  indicat- 
ing an  inferior  adaptation  of  power  are  as  follows. 

The  engines  are  of  too  great  variety  of  pat- 
tems.       ^:- 

The  larger  part  of  the  engines  are  inside  con- 
nected, and  have  involved,  thereby,  extraordinary 
expenses  for  renewing  their  cranks  which  can 
never  be  made  certainly  sound.  D  uring  the  last 
winter  twelve  cranks  were  broken  and  renewed. 

The  tires  and  driving  wheels  of  the  engines  have 
sufifered  severely.  76  tires  were  burst  and  43 
driving  wheel  centers  broken  during  the  winter. 
The  use  of  wrought  iron  tires,  shrunk  ho  as  to 
strain  the  wheels  very  much,  was  persisted  in, 
while  a  proposition  was  before  the  agents  of  mo- 
tive power  department,  in  which  the  agent  of  the 
chilled  tire  oflfered  to  apply  it  and  pay  any  dama- 
ges incurred  by  its  failure.  This  offer  was  not 
accepted,  although  the  chilled  tires  were  running 
upon  connecting  roads  without  failure.  It  is  be- 
lieved the  road  has  saved  nothing  by  this  refusal 
on  the  part  of  its  agents,  as  its  trains  have  been 


subjected  to  innumerable  accidents  and  delays 
and  the  expense  of  repairs  of  l"n  motives  has 
been  enb.inced  to  an  extraordinary  i mount,  equal 
to  nearly  $2,600  for  the  year  lor  every  engine  in 
usa  on  Die  road. 

Again,  the  road  has  too  large  a  number  of  high 
wheeled  engines  having  very  high  boilers  and  a 
very  short  stroke  of  piston,  by  which  they  rack 
and  strain  the  track  and  themselves,  at  the  same 
time.  For  an  interior  road  with  long  grades  of 
50  feet,  to  run  heavy  engines  with  six  feet  drivers 
and  but  18  inch  stroke  is  opposed  to  all  econo- 
my. 

Lastly,  with  the  exception  of  the  Baldwin  eighth 
driver  engines,  none  of  the  freight  engines  are  ol 
sufficient  power  to  conduct  a  heavy  freight  busi- 
ness with  economy  over  60  feet  grades. 

This  circumstance  la.st  named,  combined  withj 
the  variety  of  patterns  of  the  engines  in  use,  has 
loaded  the  Vermont  Central  road  with  an  equip-; 
ment  60  per  cent,  greater  than  necessary  for  its; 
past  amount  of  business.  It  will  be  seen  that  the' 
present  number  of  engines  is  forty-two. 

Leaving  out  the  large  Baldwin  engines,  none  ofj 
the  others  take,  aa  an  average  load,  over  16  freigbtj 
cars  upon  the  45  feet  grades.  On  tiie  Baltimore! 
'and  Ohio  road  30  cars  are  a  regular  and  45  cars  a 
maximum  load  of  a  single  engine  over  similar 
gradtfs.    The  Vermont  Central  Road  derives  little' 


advantage  from  the  powerful  Baldwin  engines  as 
one  or  two  are  used  as  "pushers"  and  three  or  four 
of  the  remainder  have  been  for  a  long  time  dis- 
abled by  being  burnt  at  the  Northfleld  fire. 

To  show  the  employment  of  these  engines 
it  should  be  said  that  the  Vermont  Central 
and  Canada  roads,  both  operated  as  one, 
are  166  miles  long ;  Northfleld,  the  central  station 
for  engines,  being  67  miles  from  the  lower  end  of 
the  road  and  89  miles  from  the  upper  end. 

The  business  of  the  road  requires  two  through 
passenger,  and  two  through  freight  trains  each 
way  daily,  besides  one  freight  train  fi;om  North- 
field  to  Windsor.  In  summer,  an  express  ^assan- 
ger  train  in  addition  is  run  once  each  way  over 
the  road  daily. 

The  road  ought  to  be  worked  in  the  busiest 
seasons,  with  12  freight  and  10  passenger  engines, 
with  an  allowance  of  8  or  10  engines  for  repairs, 
spare  engines,  assistants,  &c.  With  engines  of 
proper  power,  this  number  would  accomplish  a 
greater  movement  than  has  ever  been  eflFected 
over  the  Vermont  Central  Road. 

It  is  not  expected  to  benefit  the  road  under  no- 
tice by  these  remarks,  but  its  unfortunate  and  ex- 
travagant equipment,  properly  understood,  may 
become  a  useful  illustration  to  other  companies, 
showing  them  what,  under  given  conditions  of 
grades  and  business,  they  ought  not  to  adopt. 


Names. 


Builder. 


Date  rec'd. 


Gov.  Paine M.  W  Baldwin Aug. 

Vermont „  May 

Huron „  » 

Oregon „  >. 

Superior „  „ 

St.  Lawrence „  June 

Michigan „  „ 

Keystone „  Aug. 

Burlington „ 

Erie „ 

Saguenay „ 

St.  Albans „ 

Dutchman ,,  „ 

Adams ,,  ,, 

John  Smith Uinkley Oct. 


1840. 
1861. 


a 

o 
in. 


..17 

..17 

, 17 

..  n 

, 17 

„  17 

17 

1849 17 

Feb'y  1861 16 

..16 
..16 


SURVEY    or    MOTIVE    POWER. 

Vermont  Central  R.  R. 


Jan'y    1861 13 


Winooski 

Iroquois 

Cascadnac 

Nulhegan 

Montreal 

Montpelier 

Champlain 

Missisco 

Sorell 

Otta  Queechee . 

Old  Zack 

Lamoille 

Ethan  Allen . . . 
Swantoa. 


1848. 
1848. 
1860. 
1848. 
1850. 


.June 
,  Nov. 
.June    1849 15 


10>i 

■  6>^ 
.16 

.16 
.16 


, Nov.  1860 16 

, Oct.  1860 16 

, April  1862 16 

Oct.  1860 16 

Aug.  1848 15 

, April  1848 16 

, Aug.  1848 15 

„       May  1849 16 

„       July  1848 16 

„       June  1849 14 

Oct.  1862 16 

Canada Amoskeag  Man'fg.Co.  Sept  1860 16 


Feb'y  1861 16 

>i        I.     16 

Jan'v    , 
Aug.'   1862 
1862 


Ontario 
Express  . . 
Ottawa.  .. 
El  Dorado 

Windsor Essex  Co May 

Northfleld „         „ 

Richmond , Aug.      „ 

Essex „ ,,        ,, 

Waterbury Souther March  „ 

Stranger Taunton  Co Oct.       „ 

Royalton ,,  Dec.      „ 

Iron  Horse Souther June    1863 


16 
16 
16 
16 
16 
16 
16 
16 
15 
15 


v 
M 

o 

■»• 

OQ 


18 
20 
20 


MS 
tkOo 

1^ 


m.  m. 

20  10 

22  10 

22  10 

22  10 

22  10 

22  10 

22  10 

22  10 

20  10 

20  10 

20  10 

24  9 

16  7 

14  3^8 

20  10 

20  10 

20  10 

18  9 

20  10 

20  10 

24  10 

20  10 


9 

7 
7 


24  Id 

18  9 

24  14 

24  10 

20  10 

20  10 

20  14 

20  10 

20  13 

18  12 

20  12 

20  12 

20  12 

20  11 

20  12 

20  12 

20  18 


o 


10 

9 
_    -         *-   «9 

no  P        "9  M 


in. 


1-2 
1-2 
1-2 
1-2 
1-2 
1-2 
12 
1-2 
1-2 
1-2 
1-2 
1-4 

3-4 

1-8 
1-8 
1-8 

1-8 
1-2 
1-2 
1-2 

1-8 
1-8 
1-2 


1-8 


1-8 
1-8 
1-8 
1-8 


in. 

1-2 

1-2 

1-2 

12 

1-2 

1-2 

1-2 

1-2 

1-2 

1-2 

1-2 

1-2 

3-4 
1-2 
1-2 
1-2 
1-2 
1-2 
1-2 
1-2 
1-2 
1-2 
1-2 
1-2 

1-2 

1-2 


1-2 

1-2 
1-2 
1-2 
1-2 
12 

1-2 


°2    £  -g 

as  "C     Q     H 


feet. 

6  1-2 

a  1-2 

3  1-2 

3  1-2 

3  1-2 

8  1-2 

8  1-2 

3  1-2 

4  1-2 
4  1-2 
4  1-2 
6 

4  1-2 
4 

5  1-2 
4  1-2 
4  1-2 

6  1-2 
5 

4  1-2 

5 

4  1-2 

6 

4  1-2 

4  1-2 

5 

5 

6  1-2 

5 

6.10 

6.10 

6.10 

6.10 

5.10 

5 

4  1-2 

4  1-2 

4  1-2 

5  1-2 

6  1-2 

5  1-2 

6  1-2 


55    a 


2  4 

8  0 

8  0 

8  0 

8  0 

8  0 

8  0 

8  0 

4  4 


4 
4 
4 
2 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 


4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 
4 


S-2 


5H    -SH 
fl.in.  in. 


12.6 
18.6 
18.6 
13.6 
18.6 
18.6 
18.6 
13.6 
11.6 
11.6 
11.6 
11.6 

8. 

6. 

10.6 
10. 
10. 

9.6 
10. 
10. 
10.6 
10.6 

9.6 

9.6 

9.6 
12.4 

9.6 
12. 
10.6 
11. 
11. 
11. 
11. 
11. 
11. 
11. 
11. 
11. 
10. 
11. 
11. 
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St««aft  Povvsr  OB  BIchways. 

We  never  advocate  any  mechanical  arrangement 
of  whose  value  we  do  not  feel  certain.  We  are 
not  the  advocates  therefore  of  the  use  of  steam 
carriafeB,  however  successfol  they  may  be  as  me- 
chanical arrangements;  as  we^have  not  the  evi- 
dence necessary  to  dt  tannine  our  opinion  fully  in 
favor  of  their  immediate  adoption.  But  yet,  neg- 
lected or  matured,  the  idea  of  using  steam  on  com- 
mon roads  is  one  of  intrinsic  value.  It  is  only 
upon  this  point  that  we  make  any  controversy 
with  the  Scientific  American,  a  journal  ostensibly 
devoted  to  scientific  improvements,  but  which  is 
opposing  the  idea  of  steam  as  a  motive  power  on 
highways,  without  exhibiting  any  arguments  what 
ever,  and  apparently  actuated  by  no  motives  but 
those  of  hostile  prejudice  or  selfish  interest. 

The  Scientific  opposes  the  idea  in  question  as  al- 
ready obsolete,  the  reason  being  that  it  was  tested 
years  ago  and  was  found  unsuccessful.  Is  that  a 
reason  1  Cannot  steam  be  used  on  any  plank  or 
gravel  road  because  a  carriage  built  twenty  years 
ago  could  not  do  it,  setting  aside  the  true  fact  that 
steam  carriages  were  eminently  successful,  and  were 
only  neglected  on  account  of  the  cotemporary  in- 
troduction of  railroads.  It  is  just  as  much  an  ar- 
gument against  Railroads  that  Hackworth's  en- 
gine was  not  "  successful"  at  ^he  trial  of  engines 
at  Bainbill  on  the  Liverpool  and  Manchester  line. 
If  the  principles  contained  in  Stephenson's  engine 
bad  not  then  been  tested,  what  would  have  been 
the  general  success  of  railroads,  which  our  cotem- 
porary calls  the  "  great  sensible  idea  of  the  pre- 
sent age." 

Another  "  sensible  idea  of  the  present  age,"  as 
the  American  calls  it,  is  to  convert  common  roads 
into  railroads.  We  are  ^rost  happy,  for  the  sake 
of  our  national  resources,  that  such  an  idea  is  not 
entertained,  in  its  implied  sense,  by  any  body 
who  deserves  standing  room  in  the  "  present  age." 

Steam  carriages  are  proposed  now  to  supply  a 
different  want  from  what  existed  in  1830.  If  gen- 
erally adopted  tken  they  would  have  been  used  to 
carry  passengers  from  London  to  Liverpool:  if 
again  introduced  it  would  be  to  take  the  place  of 
omnibuses  in  cities,  and  for  a  large  variety  of 
movement  for  whose  accommodation  it  would  be 
unreasonable  to  build  an  expensive  railroad. 

The  position  which  steam  carriages  should  hold 
is  an  intermediate  one;  being  far  in  advance  of  the 
horse-power  system,  and  far  below  the  railroad 
system. 

It  is  this  position  which  the  advocates  of  steam 
carriages  would  wish  to  assign  to  them. 

The  railroad  system  is  the  union  oUwo  valuable 
ideas,  the  reduction  of  the  resistance  to  motion, 
and  the  application  of  steam  power  to  overcome 
the  resistance  thus  reduced. 

The  system  of  of "  city  railroads"  involves  but 
fme  of  these  ideas,  the  reduction  of  resistance,  the 
power  being  that  of  horses.   .,  /i,.,^;,t'i 

The  steam  carriage  system  involves  the  other  of 
.  these  ideas. 

So  long  then  as  highways  are  kept  open  for  trav- 
el, so  long  therefore  is  there  a  proper  fieJd  for  the 
exertions  of  those  who  seek  to  apply  steam  car- 
riages. Bo  long  as  the  question  Involved  is  not 
one  of  road,  but  o{  power,  the  advocates  of  steam 
carriages  have  the  best  of  their  scierUifi^  opponent. 
And  it  must  be  said  that  if,  as  the  American  ad- 
mits, "  the  idea  of  using  steam  on  common  roads 
was  plausible  before  the  era  of  railroads,"  it  is 


more  plausible  now  than  ever,  for  the  supremacy 
of  horse-power  in  our  large  cities  has  become 
a  nuisance.  Railroads  have  given  employment  to 
more  horse  power  than  could  have  ever  been  sup- 
ported without  them. 

We  have  nothing  to  say  as  to  when  steam  car- 
riages may  be  introduced  in  our  own  city ;  the 
steam  fire  engine  of  Cincinnati  has  not  yet  been 
introduced  here.  Not  one  half  of  the  inventions 
patented  at  the  Scientific  American  agency  have 
yet  been  successfully  introduced,  nor  are  they  like- 
ly to  be.  Steam  carriages  can  never  be  introduc- 
ed merely  by  making  them,  let  them  be  ever  so 
safe,  economical  and  capacious.  The  introduction 
of  this  system  of  locomotion  must  depend  only 
upon  a  great  popular  movement,  such  as  marked 
the  introduction  of  railroads.  We  will  find  me- 
chanics enough  who  will  build  steam  carriages 
which  shall  be  "  fully  succcbsful"  as  mechanical 
arrangements,  but  to  elevate  them  to  a  popular 
system  is  not  so  easy. 

The  harsh  notice  by  the  American  of  a  recently 
improved  steam  carriage  by  an  ingenious  and  most 
{>er8evering  inventor,  J.  K.  Fisher,  Esq.,  betrays  an 
opposition  founded  on  prejudice  alone.  The  blun- 
dering criticism  of  one  of  the  best  features  of  Mr- 
Fishers  improvement,  shows  that  the  American  is 
sadly  deficient  in  knowledge  of  one  of  the  best  ar- 
rangements adopted  along  with  the"  sensible  idea 
of  the  age."  The  American  should  be  taken  to  task 
particularly  for  the  following  portion  of  its  no- 
tice. 

The  steam  carriage  was  asserted  to  be  an  im- 
provement on  all  others ;  and  one  of  these  im- 
provements was  placing  the  cylinders  outside  of 
the  wheels,  an  arrangement  which  gained  for 
"Bury's  locomotives  the  title  of  "Boxers."  The 
arrangement  is  a  bad  one  'n  every  sense  of  the 
term ;  for  at  high  velocities,  the  carriage  would 
acquire  a  sinuous  dangerous  motion,  like  that  of 
a  dunken  man  ready  to  tumble  into  the  first 
ditch. 

The  cockney  allusion  to  a  crude  specimen  of  the 
locomotive,  made  many  years  ago,  (Bury  having 
for  years  made  no  other  than  icsideconnec- 
ted  engine)  would  not  be  appreciated  in  a  ride  at 
60  miles  an  hour  upon  any  of  the  first-class  and 
beautiful  outside-connected  engines  of  the  Hudson 
River  road.  It  is  perhaps  a  sufficient  answer  to 
the  following  communication  which  the  absurd 
statement  of  the  American  has  called  out  ftora  Mr 
Fisher,  to  say  that  outside-connected  engines  are 
beginning  to  take  the  place  of  those  upon  any 
other  plan,  even  in  England ;  while  here  for  many 
years,  they  have  been  recognized  as  the  best  and, 
properly  counterbalanced,  the  steadiest  engines  in 
use. 

OUTSIDE   CONNECTIONS   IN   OANOBR. 

Mr.  Editor  -.  The  Scientific  American  is  down 
upon  outside  connections :  says  "  they  cause  a 
sinuous  dangerous  motion,  like  a  drunken  man 
ready  to  tumble  into  the  first  ditch,"  and  are  "bad 
in  every  sense  of  the  term."  All  this  and  more 
besides,  he  says  to  show  that  my  steam  carriage 
is  worse  than  all  those  with  legs,  and  without  legs 
which  couldjnot  go  as  fast  as  two-horse  stages,  be- 
tween Glasgow  and  Paisley,  in  1838  or  '34,  built  by 
"Gordon"  or  Napier,  or  Russell,  it  does  not  know 
which. 

As  you  advocate  this  mode  of  connection,  I  pre- 
sume you  can  tell  me  whether,  at  60  miles  an  hour 


if  they  ran  only  a  quarter  as  fast  and  had  but  half 

their  length  of  stroke,  they  would  have  a  "  sinu- 
ous, dangerous  motion,"  if  not  counterweighted  at 
all.  If  there  is  such  terrible  trouble  as  this,  and 
if  there  is  no  way  of  getting  rid  of  it,  and  outside- 
connections  are  "  bad  in  every  sense  of  the  term," 
I  want  to  know  it,  so  that  I  may  put  my  engines 
inside.  I  do  not  perceive  any  "sinuous  dangerous" 
motion  in  my  carriage,  when  running  down  tb« 
slopes  of  Broadway  as  fast  as  it  will  go.  -•  ■, 

I  want  to  know  your  opinion.  Will  such  loco- 
motives run  off  the  track  ?  Will  such  steam  car- 
riages run  into  the  first  ditch?  Can  they  Uke  milk 
to  market  without  making  butter  of  it  ^  How 
shall  we  avoid  these  evils  1  Can  they  be  avoid- 
ed. 

Do  you  know  anything  of  Bury's  locomotives, 
which  the  Scientific:  says  got  the  title  of  "Boxers," 
by  the  right-and-ieft-handedoess  of  their  outside 
connections  ?  Do  they  still  continue  in  use  1 
Does  StephensonJorCrampton,or  anybodyjln  Eng- 
land, build  outside-connected  engines  ?  Are  they 
given  up  there,  and  universally  admitted  to  be 
"  bad  in  every  sense  of  the  term  ?"  Are  the 
American  builders  finding  out  their  error,  and 
giving  them  up  1  Did  any  ScaUhnan  ever  boUd 
onel*  '         :  ;  .' 

Please  answer  some  of  these  questions  and  ob- 
lige 

Yours  truly, 

J.  K.  FISHER 

Nortb  Carolina. 

With  the  exception  of  the  Wilmington  and  Wel- 
don  and  Raleigh  and  Gaston  roads,  the  railway 
enterprise  of  this  State  is  quite  recent.  The  East- 
ern portion  of  the  State,  long  accustomed  to  en- 
joy tbe  advantages  of  the  through  travel  over  the 
Wilmington  road,  is  extremely  sensitive  to  any 
new  connections  likely  to  be  made  between  roads 
in  the  Western  part  of  the  SUte,  whereby  a  new 
through  Southern  route  may  be  formed 

Opposed,  very  naturally,  to  any  diversion  of  its 
accustomed  business,  Wilmington,  the  only  con- 
siderable marine  port  of  the  State,  seeks  to 
strengthen  its  position  by  making  itself  the  con- 
verging point  of  the  raib^ad  system  of  North  Car- 
olina.  With  the  Weldon  road,  into  which  tho 
North  Carolina  Central  enters  at  Goldsboro ;  with 
the  Wilmington  and  Manchester  road,  and  with  a 
road  to  be  built  to  Charlotte,  Wilmington  is  quite 
well  established  in  this  position.  It  is  probable 
also  that  an  intermediate  road  will  be  required, 
running  along  the  Cape  Fear  river  to  FayeUe- 
ville,  one  of  the  largest  interior  towns  of  Mt» 
SUte. 

With  the  present  position  o?  Wilmington  it  is 
not  probable  that  that  city  is  expected  to  become 
the  terminal  point  for  trade  and  travel  going 
South,  but  that  it  seeks  principally  to  reap  tho 
incidental  advantages  of  traffic  in  transitu  through 
its  limits. 

On  examining  tbe  direction  of  several  important 
interior  lines,  now  built  or  completing,  it  is  seen 
that  a  line  of  road  exteodimr  from  Richmou'i  to 
Danville,  Va.,  coincides  with  the  general  direction 
of  a  portion  of  tbe  North  Carohna  Central,  and 
with  the  Charlotte  and  South  Carolina,  proposed 
Columbia  and  Hamburg  ;  aud  roads  extending 
through  Georgia.     By  tie  construction  of  50  miles 


outside  connected  locomotives  have  any  sinuous  Lf  road  between  Danville  and  Greensboro,  this 
motion  when  duly  counterweighted,  and  whether,  I  Une,  with  the  links  now  under  construction,  would 
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complete  a  coQiinuous  interior  railroad  line  from 
Richmond,  Va.,  to  Augusta,  Ga.  .1  ..  -  .  .  i. 
vfAtthe  present  tinre  the  Danville  and  Greens- 
boro connection  appears  to  be  the  bugbear  of 
Eastern  Carolina.  But  if  Wilmington  is  to  suffer 
from  the  construction  of  interior  lines,  (and  we 
very  much  doubt  it)  there  is  more  imminent  dan- 
ger, and  some  of  it  a  little  nearer  home.  The  ex- 
tension of  the  Orange  and  Alexandria  road,  in  Vir- 
ginia, connecting  with  the  roads  running  through 
East  Tennessee,  will  make  the  most  direct  route 
for  all  the  long  through  travel  going  beyond 
Charleston  and  Savannah  ;  and  for  such  as  seeks 
these  two  cities  Wilmin^jton  is  already  in  the  right 
spot.  Again,  the  road  proposed  to  be  run  from 
Cheraw  to  Raleigh  will  complete  an  intermediate 
interior  line,  leaving  Wilmington  off  the  route.— 
What  is  she  to  do  1  The  Wilmington  Herald  re- 
presents the  sentiment  of  the  Eastern  part  of  the 
State  as  follows :   .  -  * 

The  project  of  connecting  Danville  with  the  N. 
C.  Road  at  Greensboro',  we  see,  is  still  entertain- 
ed. We  believe  that  this  project  was  popular  at 
Charlotte,  until  the  proposed  Road  from  this  place 
to  that  thriving  town,  was  agitated.  It  may  be 
that  there  is  a  feeling  still  in  favor  of  this  connec- 
tion ;  but  we  would  intimate  to  our  friends  of 
Mecklenburg,  that  of  all  the  projects  of  Railroad 
improvement  heretofore  suggested,  or  likely  to  be 
presented,  this  Danville  connection  scheme  is  the 
most  distasteful  to  our  people  ;  and  we  concur  en- 
tirely with  the  Charlotte  Whig,  that  the  agiUtion 
there  of  this  Danville  Road,  will  excite  the  feelings 
of  the  people  of  this  section,  and  very  materially 
cool  their  ardor  towards  the  proposed  new  work 
from  Wilmington  to  Mecklenburg.  Let  us  hear 
no  more  of  this  Danville  connection  scheme.  We 
are  tired  of  its  very  name,  and  of  the  influence  it 
would  have,  if  completed,  upon  the  State  gener- 
ally, and  upon  this  section  in  particular.   = 

If  the  Danville  connection  will  have  so  fatal  an 
influence  "  upon  the  State  generally,"  what  is  the 
State  to  do  when  assailed  by  still  better  connec- 
tions, against  which  opposition  would  be  use- 
less? 

Now  we  are  anxious  to  see  the  Danville  connec- 
tion formed,  for  the  advantages  it  will  confer  upon 
a  long  and  important  line  of  roads,  and  with  the 
full  belief  that  it  will  benefit  North  Carolina  "  gen- 
erally." Railroads  are  like  rivers,  while  they 
drain  they  fructify,  and  we  do  not  therefore  be- 
lieve that  the  vital  strength  of  North  Carolina  is 
io  be  exhausted  by  any  road  running  within  its 
territory.  The  connection  so  much  dreaded 
would  only  fertilize  the  business  bases  of  its 
route,  and  make  Charlotte,  particularly,  a  more 
desirable  point  than  ever  before  for  the  Western 
terminus  of  a  road  from  Wilmington.  The  impor- 
tant town  of  Charlotte,  lying  nearly  on  an  air  line 
from  Wilmington  to  Ashville  and  Knoxville  would 
ultimately  become  the  necessary  point  of  inter- 
section between  the  great  East  and  West  and 
North  and  South  lines  of  the  State,  and  would  be 
one  of  the  most  desirable  points  with  which  Wil- 
mington could  be  connected.  The  people  of  Wil- 
mington are  aware  that  the  people  of  Charlotte 
could  connect  themselves  more  directly  with 
Charleston  than  with  "any  .  other  marine  port. 
A  cheap  road  within  the  Catawba  valley,  using 
30  miles  of  the  "  Camden  Branch"  and  a  nearly 
equal  length  of  the  South  Oarolina  road,  would 
be  a  "  cut  off'  which  might  be  necessary  if  Wil- 
mington did  not  advance  with  her  proposed  road. 
A  road  to  Charleston  could  be  built  and  run 


cheaper  and  quicker  than  the  road  to  Wilmington. 
Charlotte  is  already  connected  with  Charleston  by 
a  tortuous  line  of  roads.  Columbia  alone  will 
build  a  direct  line  from  Camden  Junction  to 
Charleston,  and  there  would  be  little  difficulty  in 
obtaining  a  direct  route  from  Camden  to  Char- 
lotte. 

The  South  Carolina  lines  and  Richmond  and 
Danville  road  will  properly  look  upon  the  right  to 
the  Danville  connection  as  honorably  due  to  the 
enterprise  which  is  to  do  so  much  to  develop  and 
enrich  the  State  of  North  Carolina,  and  will  justly 
attribute  its  refusal  to  a  want  of  courtesy  en  the 
part  of  the  State.  The  report  of  the  engineer  of 
the  Columbia  and  Hamburg  road  intimates  that 
the  right  of  way  will  be  secured  by  a  direct  pur- 
chase of  the  lands  to  be  occupied  as  a  route.  He 
says  of  the  connection,  "  there  is  certainly  no  place 
in  the  United  States  where  a  road  is  more  needed 
than  here,  or  where  the  effects  of  the  construction 
of  a  short  line  would  bo  more  distinctly  felt.  If 
North  Carolina  persists  in  refusing  a  charter  to 
this  roaJ  it  will  be  built  loUkout  one ;  on  a  road  of 
its  length  there  would  be  no  difficulty  in  doing 
so." 

But  it  is  not  necessary  for  any  part  of  North 
Carolina  to  act  on  the  defensive.  While  it  is  ab- 
surd and  nearly  impossible  to  force  commerce 
from  its  convenient  channels,  and  especially  a 
"  through  travel"  which,  at  any  moment  after  the 
completion  of  new  lines,  might  abandon  the  State 
entirely,  it  is  only  necessary  for  the  State  to  encour- 
age the  construction  of  railroads  wherever  capi- 
tal will  incur  the  risk  ;  and  she  is  sure  to  attract 
and  retain  an  aggregate  of  industry,  enterprise 
and  wealth  far  surpassing  the  forced  gains  from 
any  obstructive  policy. 


liOalsvllle  and  N aabville  Railroad. 

The  following  reply  of  Mr.  Shreve,  Prest.  of  the 
L.  &  N.  R.  R.  Co.,  to  some  inq-iiries  addressed  to 
him  with  reference  to  the  means  and  resources  of 
his  company,  gives  a  brief  exhibit  of  its  financial 
condition. 

Office  Louisville  and  Nashville  R.  R.  Co.,  \ 
Louisville,  Aug.  20,  1854.      y 

Will,  Watkins,  Esa. — Dear  Sir;  I  received 
your  favor,  postmarked  of  this  date,  containing 
four  interrogatories,  to  which  you  request  prompt 
answers  for  reasons  given.  If  this  company  could 
have  been  advised  specifically  as  to  the  "  various 
rumors"  alluded  to  in  your  letter  before  me,  I 
doubt  not  more  ample  information  could  have 
been  given,  but  in  the  absence  of  such  specifica- 
tions the  reply  must  be  confined  to  the  inquiries 
as  made. 

To  j'our  first  inquiry,  "  Have  any  of  the  bonds' 
of  the  company  been  sold,  and  if  so,  how  many  ■?' 
My  reply  is :  All  of  the  city  bonds  have  been  dis- 
posed of;  thirty-eight  county  bonds  have  been 
disposed  of.  No  first  mortgage  bonds  have  beep 
sold. 

Second  Interrogatory. — "  Have  any  of  the  bonds 
of  the  counties  subscribed  to  the  road  been  sold, 
and,  if  so,  how  many  1" 

Answer. — Eighteen  bonds  of  Davidson  county 
have  been  paid  to  the  contractors,  twenty  to  the 
locomotive  builders,  and  ten  sent  to  Frankfort-on- 
the-Maine  for  sale.  The  residue  are  in  the  pos- 
session of  the  company. 

Third  Interrogatory. — "  Are  the  bonds  of  the 
company  or  the  county  bonds  in  any  way  pledged' 
or  hypothecated  so  that  the  company  cannot  de- 
mand and  obtain  possession  of  them  withont  cost 
and  detriment  to  the  character  and  credit  of  the 
road  and  its  securities." 

Answer. — No  bond  of  this  company,  nor  tne 
county  bonds,  are  pledged,  hypothecated,  or  other- 


wise disposed  of,  other  than  stated  iu  answer  to 
second  interrogatory. 

Fourth  Interrogatory. — "In  view  of  all  the  cir- 
cumstances by  which  you  are  surrounded,  will 
you  be  able  to  successfully  carry  out  the  pledges 
made  the  stockholders  at  their  meeting,  to  build 
the  road,  during  this  year,  to  the  junction  of  the 
contemplated  branch  road  to  Lebanon,  with  the 
aid  of  the  city  taxes  levied  this  year  for  the  Louis- 
ville road  1" 

Answer. — If  the  contractors  will  execute  their 
contract,  this  company  have  every  confidence  in 
redeeming  every  pledge  given — unless  from  low 
water  preventing  the  delivery  of  the  iron.  No 
reason  is  now  known  why  the  road  to  the  diver- 
gence of  the  Lebanon  branch  may  not  be  comple- 
ted in  all  the  present  year.  Referring  you  to  the 
annual  statements  contained  in  the  report  of  the 
Board  of  Stockholder's  meeting,  June  19lh,  1854, 
I  hope  with  what  is  here  reported,  will  be  satis- 
factory in  reply  to  your  questions  proposed,  with 
assurance  that  it  will  at  all  times  afford  this  com- 
pany much  pleasure  to  furnish  any  information  in 
relatioa  to  all  matters  connected  with  their  man- 
agement of  this  road. 

Very  respectfuUv,  '^» 

L.  L.  SHREVE,  President. 


Railroad*  In  tlic  West. 

We  wonder  at  the  growth  of  the  west.  We 
wonder  at  its  progress  in  the  construction  of  Rail- 
roads. What  are  the  causes  upon  which  our  con- 
jectures may  be  satisfied?  Simply  its  natural 
wealth  and  .the  energy  which  is  seeking  its  devel- 
opment :  its  materials  and  its  men. 

The  western  country,  having  little  impractica- 
ble ground  and  inviting  settlement  in  every  di- 
rection, offers  the  surest  and  most  liberal  reward 
for  effort.  Those  who  have  gone  there  have  car- 
ried with  them  strong  personal  ambition  and  en- 
ergy ;  they  have  gone  to  reclaim  an  empire  that 
they  may  become  rich  in  its  possession.  They 
have,  as  a  class  of  settlers,  caiTied  but  compara- 
tively little  moneyed  capital  with  them,  but  they 
have  applied  their  own  strength  to  breaking  up 
the  prairies  and  felling  the  forests ;  and  thus  have 
they  developed  the  fruits  of  a  rich  soil, — products 
which  if  carried  to  the  great  markets  will  com- 
mand wealth  sufficient  to  enrich  large  communi- 
ties. The  present  exportation  of  wheat  from  the 
State  of  Ohio  is  nearly  equal  to  the  whole  foreign 
export  of  the  country.  This  one  product  of  Ohio 
will  be  sufficient  this  year  for  an  exportation  worth 
probably  $25,000,000  in  the  New  York  market. 
If,  in  usual  seasons,  the  wool,  pork,  wine,  tobacco 
and  other  products  be  similarly  estimated,  we 
may  be  able  to  form  a  just  idea  of  the  elements  of 
wealth  abounding  in  such  a  country  as  the  west. 
It  is  this  view  which  discloses  the  real  value  oT nat- 
ural wealth; — Ohio,  with  its  valuation  of  eight 
hundred  millions  of  dollars,  of  which  but  a  small 
part  has  been  carried  into  it  by  capitalists,  most 
of  it  being  actually  developed  from  tlie  soil  and 
mines. 

But  slow  would  have  been  the  development  of 
Ohio  if  her  natural  products  had  depended  only 
upon  her  rivers  for  avenues  to  market ;  and  If  to 
reach  those  rivers  the  surplus  of  the  interior  had  • 
eat  up  its  own  value  in  waggon  carriage.  Slower 
yet  for  States  further  west  and  north  west,  still 
further  from  the  great  markets,  having  fewer  nat- 
ural channels,  a  soft  yielding  soil — slower  would 
be  the  development  of  those  vast  productive  areas 
without  the  aid  of  railroads.  The  railroad  is  a 
necessary  attendent  upon,  and  often  the  pioneer 
of  settlement  In  many  localities  it  is  the  only 
medium  of  exchange.    It  gives  to  wheat,  to  pro- 
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visions  and  to  fruits  the  only  value  they  can  Lave 
above  their  support  of  the  producer.  Giving  a 
reward  to  industry  the  railroad  also  confers  value 
upon  minerals,  lumber  and  upon  many  other  nat- 
ural products  which  serve  as  the  bases  of  manu- 
factures  ;  none  of  which  without  the  means  of,  and 
the  consequent  inducements  for,  carriage,  would 
have  a  greater  value  than  air  or  water.  It  is  in- 
dustry and  exchange  only  which  give  them  val- 
ue. 

What  an  adaptation  of  country  to  railroads  and 
of  milroads  to  the  country  !  A  vast  interior  con- 
tinent, bearing  the  treasures  of  future  millions  of 
beings,  open  in  every  direction  to  development; 
inviting  communication  between  all  points  where 
population  may  seek  to  concefltrate ! 

Is  it  not  indeed  in  the  great  center  of  future 
empire,  where  the  adaptation  and  the  need  of 
railroads  are  alike  greater  than  elsewhere,  that 
they  should  be  most  encouraged  1  If  solvency  is 
the  basis  of  credit  what  confidence  should  we  not 
have  in  the  west.  Material  assistance  needs  only 
protection  from  abuse.  Money  advanced  requires 
only  to  be  confined  to  productive  enterprises,  as 
mere  speculation  is  not  so.  Railroad  investments, 
if  based  upon  substantial  resources  of  route,  such 
as  confirmed  experience  can  approve,  possess  the 
soundest  guarantees  of  support  and  redemption. 
The  only  leading  obligation  which  should  be  im- 
posed upon  railroad  enterprises  is  that  they  should 
be  originated  and  one  half  paid  for  by  the  people 
immediately  upon  the  route  of  the  road.  We 
doubt  if  sound  financiering  should  accept  a  less 
guarantee.  If  otherwise  there  is  no  real  evidence 
that  the  impiovement  is  wanted,  or  that  the  peo- 
ple wil  be  able  to  sustain  it.  _. 
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FRAUDULENT  TRANSFERS  OP  STOCK. 

Inasmuch  as  stock  like  all  other  property  is  oc- 
casionally transferred  for  fraudulent  purposes,  the 
purchasers  of  stock  should  not  compromise  their 
rights  by  any  equivocal  conduct  of  that  character 
which  is  usually  regarded  as  indicative  of  fraud. 
It  is  not  always  prudent  to  suffer  the  seller  of  stock 
to  receive  the  dividends  thereupon,  although  he 
may  be  able  to  show  that  they  were  received  in 
behalf  o  I  and  by  the  authority  of  the  buyer.  In  re- 
gard to  this  the  case  of  Sabin  vs.the  Bank  of  Wood- 
stock  21,  VerTnont  Rep. S5S  will  be  found  instructive. 
By  a  provision  in  the  charter  of  that  institution, 
no  transfer  of  its  stock  was  to  be  valid  unless  re- 
corded in  a  book'to  be  kept  by  the  Bank  for  that 
purpose,  and  unless  the  person  making  the  same 
should  have  previously  discharged  all  debts  due 
to  the  Bank.  In  October  1836  one  Sabin  who 
was  the  owner  of  nearly  200  shares  of  the  capital 
stock  of  the  Bank  transferred  his  stock  in  due  form 
on  the  books  of  the  Bank  to  45  different  persons 
without  consideration  and  simply  for  the  purpose 
of  influeccin;  the  result  of  an  approaching  elec- 
tion for  Bank  officers.  Nearly  all  the  shares,  but 
not  those  conveyed  to  plaintiff,  were  reconveyed 
to  Sabin  by  the  persons  to  whom  they  had  been 
transferred,  and  on  the  9th  of  October  1837  he 
made  a  similar  distribution  of  his  stock  for  a 
similar  purpose  and  at  the  same  time  transferred 
to  the  plaintiff  two  shares.  Sabin  was  at  this 
time  indebted  to  the  Bank  to  an  amount  exceed- 
ing the  value  of  all  the  stock  owned  by  him.  The 
plaiati£5i  had  do  interest  in  the  six  shares  which 
stood  iB  hit  name  until  25th  October  1837,  wheo 


he  purchased  them  of  defendant  in  payment  of 
pre-existing  debts.  On  16th  of  November  1839, 
the  Bank  attached  these  six  shares  as  the  proper- 
ty of  Sabin  on  a  debt  which  accrued  Jan'y  6th, 
1837,  previous  to  the  plaintiff's  purchase  and 
caused  the  shares  to  be  sold  on  execution  satisfy 
such  debt.  From  the  time  the  transfers  were 
made  in  the  Bank  to  the  plaintiff  until  the  time  of 
the  attachment,  Sabin  controlled  the  six  shares 
as  well  as  the  others  which  he  had  transferred,  as 
his  own  property  and  received  the  dividends  upon 
them  which  were  paid  previous  to  the  attachment, 
and  the  plaintiff  made  no  claim  on  the  Bank  until 
1841,  when  he  demanded  the  dividends,  and  one 
dividend  which  became  due  previous  to  the  sale 
on  execution  was  paid  to  him,  and  the  payment 
of  those  which  accrued  afterwards,  refused.  It 
was  held  by  the  Court,  that  plaintiff  having  so 
long  suffered  Sabin  to  treat  the  shares  as  his  own 
was  bound  to  inquire  of  the  Bank  as  to  the  state 
of  the  title  to  'he  shares  before  purchasing  them, 
and  to  give  notice  to  the  Bank  of  his  having  be- 
come the  beneficial  owner ;  that  as  between  him 
and  the  Bank  his  title  would  only  be  considered 
as  accruing  from  the  time  that  such  notice  was 
given ;  and  that  the  Bank  having  attached  the 
stock  previous  to  notice,  could  as  against  the 
plaintifis,  proceed  to  have  the  same  sold.  Nor  did 
the  Court  consider  that  it  made  any  difference 
that  a  majority  ©f  those  who  were  Directors  had 
advised  Sabin  to  transfer  his  stock  in  the  way 
above  described.  They  bad  no  right  so  to  advise, 
although  bona  fide  purchasers  of  stock  who  have 
had  no  notice  of  anything  which  might  invalidate 
the  title,  are  at  liberty  to  rely  upon  the  books  of 
the  Bank,  as  affording  all  requisite  information  as 
to  the  title  of  stock. 

In  fine,  the  Court  was  of  opinion  that  although 
the  formal  title  to  the  stock  was  in  the  plaintiffs, 
yet  as  he  had  for  years  suffered  the  real  owner  to 
act  as  if  the  shares  were  his  own,  he  was  bound 
to  make  inquiry  concerning  the  stock  before  pur- 
chasing and  after  he  had  purchased  he  should 
have  given  notice  of  the  fact  to  the  Bank. 

Th«   Rocic  Island  Bridge. 

The  War  Department  has  interposed  its  authori- 
ty to  prevent  the  occupation  of  Rock  Island  for  a 
valuable  connection  between  the  Chicago  and 
Rock  Island,  and  the  Mississippi  and  Missouri 
Railroads.  Rock  Island,  in  the  Mississippi  river, 
between  Rock  Island  City,  111.,  and  Davenport, 
Iowa,  is  held  by  the  national  government  as  a  mi- 
litary reservation,  and  was  occupied  as  a  mi- 
litary station  some  years  ago,  but  siuce  the  sur- 
rounding country  has  become  independent  of  mi- 
litary protection  it  has  of  course  been  abandoned. 
The  government  has  now  no  more  use  for  the  is- 
land, for  military  purposes,  than  for  Mount  Wash- 
ington in  New  Hampshire.  And  if  it  had,  the 
presence  of  a  railroad  would  not  impair  its  value 
for  such  purposes.  The  island  is  subject,  however, 
to  the  disposition  of  the  War  Department,  and  it 
is  probable  that  some  diplomacy,  if  not  a  direct 
appeal  to  Congress,  will  be  required,  before  the 
obstinacy  of  the  administration  can  be  overcome. 
The  recent  administration  purchase,  on  national 
account,  of  a  worthless  strip  of  Mexican  Territory 
for  a  Southern  route  to  the  Pacific,  may  have  cre- 
ated a  private  interest  adverse  to  any  bridging  of 
the  Mississippi,  unless  coincident  with  the  "Gads- 
den" route. -^--f     -r.; 
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Railroads  and  the  Tlntcs. 

In  our  opinion,  one  of  the  narrowest  views 
which  can  be  taken  of  the  circumstances  of  the 
times  is  that  which  charges  railroads  with  being 
the  chief  absorbents  of  our  capital.  The  rela- 
tive cost  of  our  railroads  to  our  available  meant 
does  not  warrent  the  popular  belief.  If,  in  a  year 
of  activity  and  success,  we  open  2000  miles  of 
railroads,  our  cautious  advistrs  tell  ns  we  have 
drained  the  country  of  at  least  S75,000,000.  Now 
it  is  probable  that  815,000,000 only,  paid  for  iron, 
is  all  that  has  gone  out  of  the  country,  a  sum 
scarce  one  twentieth  of  our  ordinary  foreign  pur- 
chases. The  balance  of  $60,000,000  has  been  put 
in  circulation  at  home,  giving  employment  to  oar 
constructive  industry,  and  developing  domestic 
materials.  Such  an  appropriation  of  energy  and 
material  is  not  less  productive  than  that  devoted 
to  numberless  property  improvements.  If  the  an- 
nual industry  of  our  ration  be  averaged  upon  its 
25,000,000  people,  as  being  worth  $50  per  head  it 
amounts  to  $1,250,000,000;  our  railroads  getting 
less  than  one  twentieth  part  in  the  periods  of  their 
greatest  progress.  '  .       ,,_, 

Now  we  think  we  can  discover  a  belter  solation 
of  the  problem  than   by  saying  we  are  "short" 
through  our  patronage  extended  to  railroads. — 
The  natural  impulse  which  railroads  give  to  gen- 
eral industry,  and  particularly  the  fixed  improve- 
ments to  which  they  lead,  consume  a  great  portion 
of  our  capital.     Well  do  our  people  know  that  the 
approach  of  a  railroad  gives  to  small  towns  'the 
wants,  the  necessities,  of  moderate  sized  cities. 
Young  villages  become  active  competitors  for  la- 
bor, and  assume  the  support  of  large  bodies  of 
workers,  in  carrying  out  local  improvements. — 
And  how  is  it  with  our  cities.     Let  the  wonderful 
concentration  of  our  peojile  within  city  limits  tell 
the  story  for  the  last  fifteen  years.     The  streets, 
warehouses,   handsome    dwellings,    piers,    ships, 
shops  and  shows  of  metropolitan  towns  have  con- 
sumed an  aggregate  of  capital  to  which  the  cost 
of  all  of  our  railroads  bears  no  comparison.     If 
railroads  incidentally  open  the  door  to  new  wants, 
and  our  people  choose  to  gratify  them,  Railroads 
are  not  chargable  with  the  consequences. 

Our  Railroads,  too,  have  attracted  to  our  conn  - 
try  an  amount  of  foreign  capiul  of  at  least  $150,- 
000,000;  a  sum  which,  while  it  represents  more 
than  one  third  of  their  cost,  has  been  the  means  of 
adding  to  our  actual  wealth  more  than  the  vkole 
cost  of  all  of  our  railroads. 

We  have  thus  a  solution  of  the  problem  of  fi- 
nancial stringency.  We  think  it  the  most  rational 
of  any.  WhiL  it  relieves  our  roads  of  the  impu- 
tation of  consuming  our  principal  surplus  wealth , 
we  do  not  attach  the  importance  given  by  some 
to  the  extravagance  of  the  times.  Notwithstan- 
ding our  government  is  throwing  away  annual 
millions  or  useless  treaties,  on  lumbering  diplo- 
macy, and  needless  efforts  to  sustain  abroad  a  na- 
tional dignity,  already  able  to  sustain  itself — not- 
withstanding the  annual  excess  of  our  imports,  and 
the  occasional  abuse  of  the  spirit  of  improvement, 
leading  to  luxury  and  extravagance, — still,  it  is 
clear  as  noonday  that  the  vast  development  of  our 
country,  its  revolution  of  improvement,  undenia- 
bly promoted  by  the  infiuence  of  railroads,  is  ab- 
sorbing and  is  likely  to  absorb  all  of  our  available 
means. 

Let  not  those  then  who  anticipate  the  approach 
of  railroads,  and  who  pat  aU  of  their  ci^tal  U  r»- 
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quisitiOQ  in  improvemeuts  of  property,  grumble  if 
railroads  themselves,  the  necessary  agents  of  pro- 
gress, become  competitors  for  tbeir  money. 

We  feel  forced  into  this  vindication  of  our  rail- 
roads by  the  cnrrent  but  temporary  distrust  of 
their  value,  and  by  the  imputations  of  those  who 
charge  them  with  all  of  our  financial  difflcul- 
ties. 

''■  We  are  especially  sorry  to  see  this  sentiment 
echoed  in  Kentucky.  While  we  are  convinced  that 
the  whole  doctrine  is  unsound,  we  must  say  that 
if  Kentucky  be  taken  as  an  individual  illustration, 
she  has  been  drained  to  but  a  comparitively  small 
amount  by  her  assistance  to  railroad  enterprises. 
The  only  two  short  roads  in  operation  in  that  State 
have  been  embarrassed  for  the  want  of  money, 
and  one  in  construction  has  already  failed  to  meet 
the  interest  on  its  bonds.  We  do  not  wish  to  re- 
flect upon  the  enterprise  of  the  State,  but  in  vin- 
dication of  an  important  interest,  we  must  say  that 
at  this  time,  in  view  of  the  resources  of  Kentucky, 
and  of  the  influence  which  railroads  are  destined 
to  exert  upon  her,  no  paper  occupying  the  position 
of  the  Louisville  Journal  should  seek  to  chill  en- 
terprise in  the  bud,  and  array  the  fears  or  preju- 
dices of  the  people  of  a  great  state  against  their 
surest  means  of  advancement. 


Security  froRk  Fraud. 

The  occurrence  of  one  or  two  great  frauds  has 
been  the  greatest  test  of  the  condition  and  of  the 
fidelity  of  the  management  of  our  railroads  which 
they  could  have.  The  corruption  of  a  leader  often 
stigmatizes  a  cause,  and  so  the  individual  aound- 
neas  of  every  railroad  company  was  in  a  measure 
involTed  In  the  popular  opinion  of  Schuyler.  The 
most  searching  investigations  have  followed  in 
nearly  all  quarters,  and  for  the  credit  of  our  rail- 
way enterprises  it  should  be  at  once  said  that 
where  ft-auds  have  not  been  already  disclosed, 
everything  is  found  secure.  Where  our  roads 
are  built  by  the  people,  by  those  who  contribute 
from  their  own  means  and  retain  the  management 
among  their  own  number,  there  is  little  fear.  But 
wherever  the  public  become  dazzled  by  the  abili- 
ties or  successes  of  an  individual,  and  incautiously 
yield  him  the  entire  control  of  their  interests  in 
large  investments,  recklessly  according  the  title 
of  Steamship,  Factory,  Banking  or  Railway 
"  King,"  as  his  employment  may  happen  to  be, 
there  is  no  real  security  from  fraud  and  loss.  The 
result  is  sure  to  realize  the  ancient  fable  of  Jupi* 
ter  and  the  frogs  ;  wherein  it  was  shown  that  the 
first  act  of  a  king,  created  by  a  multitude,  was  to 
i^evour  his  own  subjects. 
,  We  know  as  much  as  any  one,  that  no  single 
material  interest  of  the  country  requires  more  ex- 
tended and  more  purely  sustained  personal  confi- 
dence for  its  existance,  than  the  railway  interest. 
Hence,  we  are  anxious,  to  a  corresponding  degree, 
that  this  confidence  be  not  abused,  either  by  those 
who  extend  or  those  who  sustain  it.  It  is  this 
conviction  that  compels  us  to  hesitate  when  we 
see  a  "  strong  name"  lent  to  the  support  of  an  tm- 
worthy  project.  And  we  are,  at  the  least,  op- 
pressed with  anxiety  to  see  such  a  name  in  de- 
mand, indiscriminately,  for  all  projects.  There  is 
no  tyranny  like  that  of  the  individual ;  no  slavery 
like  man-worship. 

Our  people  are  very  apt  to  confound  succeae 
with  ability.  As  the  world  goes,  success  oflener 
f<^owB  power  than   talenta.     Sohnyler  hintMlf 


is  a  public  illustration.  As  an  engineer  and  as  a 
railroad  manager  his  talents  were  of  a  very  com- 
mon order.  Nothing  that  he  has  done  in  either 
of  these  professions  deserves  especial  commenda- 
tion. Yet  he  watched  his  chances  and  become 
apparently  "  successful."  The  pmoer  to  divert 
public  opinion  and  to  maintain  the  supremacy  of 
the  individual  will,  is  the  chief  element  of  popular 
success.  Many  a  poor  fellow  would  be  "  success- 
ful" could  he  have  done  as  he  pleased,  putting 
"  ability"  out  of  the  question.  Sing  Sing  is  but 
an  infirmary  for  those  who  have  failed  in  the  ef- 
fort. 

As  popular  deities  burst  and  vanish  in  tLin  air 
our  people  learn  that  within  themselves  is  their 
own  strength ;  that  although  confidence  is  essen- 
tial it  sustains  an  accountability  in  proportion  to 
the  interests  it  involves,  and  that  none  who  refuse 
the  test  deserve  the  truit.  In  public  enterprises, 
individual  tendencies  must  be  restrained,  and 
speculation  of  every  kind  must  be  checked  except 
every  one  interested  chooses  to  incur  the  risk. — 
It  is  speculations,  conducted  by  individuals  in  the 
name  of  corporations,  that  have  brought  many  of 
the  losses  and  embarassments  lately  heaped  upon 
the  railroad  interest.  .  v      •  -".  . 

We  need  to  feel  an  evil  to  correct  its  cause,  we 
are  all  safer  that  we  have  found  our  danger.  Our 
roads  are  using  additional  means  to  prevent  its  re- 
currance. 

The  Cleveland  Herald  in  announcing  the  ap- 
pointment of  a  Register  of  Stocks  in  this  City  for 
the  Cleveland,  Columbus  and  Cincinnati  Railroad, 
says:  -   ,.. 

We  learn  that  immediately  after  the  disclosures 
of  the  Schuyler  frauds,  and  on  the  request  of 
Messrs.  Winslow,  Lanier  &  Co.,  the  transfer 
Agents  in  New  York,  the  Board  directed  an  in- 
vestigation of  the  books  of  the  agency,  and  the 
faithful  and  accurate  Secretary  of  the  Company, 
Mr.  Williamson,  was  charged  with  that  duty.  Mr. 
W.  devoted  three  weeks  to  the  examination — dur- 
ing which  time  he  traced  each  certidcate  of  Stock 
that  had  been  issued  from  the  office  in  New  York 
to  its  surrender,  or  to  its  present  holder,  and  found 
that  there  had  been  no  over  or  erroneous  issue, 
but  that  in  all  respects  the  books  had  been  pro- 
perly kept  and  the  business  of  the  agency  satis> 
factorily  conducted.  But  the  Board  have  provid- 
ed an  additional  guard  against  fraudulent  issues 
for  the  future,  iu  requiring  certificates  to  be  coun- 
tersigned by  a  Register,  in  addition  to  the  signa- 
ture of  the  Transfer  Agents  as  heretofore. 

As  we  understand  it,  the  book  of  certificates 
signed  in  blank  by  the  President  is  entrusted  to  the 
keeping  of  the  Register,  who  is  a  distinct  oflScer 
fW>m  the  transfer  agents.  A  person  desiring  to 
obtain  a  new  certificate  surrenders  the  old  one  to 
Winslow,  Lanier  &  Co.,  the  transfer  agents,  by 
whom,  if  the  transfer  is  found  genuine  and  in  due 
form,  it  is  canceled — they  subscribing  their  name 
thereto,  with  the  date — and  directing  the  name 
in  which  the  new  certificate  is  to  be  made  out. — 
This  certificate  is  then  presented  to  the  Register, 
who  personallyexamines  the  transfers,  and  if  found 
right,  also  cancels  the  same,  endorsing  the  date 
and  his  signature.  He  then  fills  up  and  counter- 
signs a  new  certificate  and  returns  it  to  the  trans- 
fer agents,  who  countersign  and  deliver  it  to  the 
proper  party. 

Each  office  makes  a  record  of  its  transactions 
and  reports  monthly  to  the  principal  office — to 
which  also  the  canceled  certificates  are  returned 
at  stated  periods. 

It  appears  to  us  that  this  system  of  checks  is 
perfect,  and  from  the  high  character  of  the  gen- 
tlemen filling  the  responsible  positions  of  transfer 
agents  and  register,  aa  improper  Issue  of  stock  is 
rendered  impMsible. 


tKrle  Rallromd  Kqnlpment. 

The  engines  of  this  road  now  number  above 
200,  the  majority  being  of  a  very  heavy  class. — 
Very  few  roads  have  a  more  effective  or  more  ac- 
tively employed  rolling  stock.  Additions  are  still 
making  to  this  branch  of  the  equipment,  and  al- 
though not  necessary  at  present,  460  locomotives 
will  doubtless  be  ultimately  required  for  the  busi- 
ness of  the  road. 

The  engines  of  the  road  are  of  considerable 
variety  of  patteni.  Neaily  60  however,  the  larg- 
est number  from  any  one  builder,  are  from  the 
works  of  the  New  Jersey  Locomotive  and  Machine 
Company.  This  company  may  be  said  to  be  the 
leading  builders  of  broad-gauge  engines  in  the 
United  States.  Among  those  from  their  works 
are  nearly  all  the  heavy  ten-wheel  engines  of  the 
Erie  road.  The  superintendents  and  engineers  of 
these  works  were  long  connected  with  this  road, 
and  have  brought  out  several  arrangements  in 
their  engines  of  much  value.  The  use  of  two  steam 
domes,  of  the  center-bearing  truck,  and  applica- 
tion of  fianges  to  all  of  the  driving  wheels,  were 
made  by  the  superintendent  of  the  New  Jersey 
Works  during  his  former  administration  of  the 
machinery  department  of  the  Erie  road.  Mr. 
Jackson,  the  President  of  the  works,  expects  to 
deliver  this  week  a  broad  gauge-engine  to  the 
Lackawanna  and  Western  road,  of  greater  power 
than  any  that  has  hitherto  been  built  in  this 
country. 

■onthern   l<ln*  of  Travel. 

(  OFFICE   OF   R.    &    P.  R.  R.  CO. 

\  Richmond,  Aug. 29\.h,\9M 
To  the  Editor  of  the  R.  R.  Journal. 

Dear  Sir, — I  notice  in  your  last  an  article  in 
which  it  is  stated  that  travellers  going  south  by 
way  of  Richmond,  Petersburg,  Ac.  are  six  hours 
in  being  conveyed  by  steamboat  from  Washington 
to  Acquia  Creek,  a  distance  of  64  miles.  This  is  a 
mistake  (no  doubt  unintentional)  the  usual  time 
taken  by  the  boats  now  on  this  line,  to  run  the  dis- 
tance, is  fVom  two  hours  and  three  quarters  to 
three  hours  and  a  quarter  according  to  the  wea- 
ther. The  whole  time  from  Washington  to  Rich- 
mond 130  miles,  viz  64  by  steamboat  and  76  miles 
by  railroad  varies  from  1%  to  8  hours,  the  usual 
time  from  Washington  to  Petersburg  including 
time  for  dinner  aiid  the  transportation  of  the  mail 
and  passengers  through  Richmond  is  9)^  hours. 
The  distance  164  miles.  The  passengers  and 
mails  that  leave  Washington  at  6)^  a.m.  arrive  in 
Petersburg  at  4  p.m.  the  same  day. 

.    ,  y ery  respectfully  .    ,  ^  _  ,,. 

■.:.  ;-^':.  Yours  '■'"'■■. 

:"■■:[         ;  ;^    ;     THOS.  DODAMBAD, 
:'.,,.-.-  ^: :'  -L'i.  -ii  .  v,.:/,  Jup't  R.  &  P.  R.  R. 

The  time,  as  by  the  advertised  schedule,  be- 
tween reaching  Washington  and  leaving  Acquia 
Creek,  going  south,  is  4^  hours  by  the  day,  and 
6^  hours  by  the  night  line.  Returning  North, 
the  time  from  leaving  Acquia  Creek  to  the  depar- 
ture of  the  cars  from  Washington  is  4^  hours  by 
the  day  and  6^  hours  by  the  night  line. 

In  our  statement  we  did  not  intend  to  speak  es- 
pecially of  the  speed  of  the  boats  on  the  Potomac, 
but  of  the  detentions  as  well  as  time  consumed  in 
motion,  all  of  which  are  safTered  firom  the  want  of 
continuous  railroad  connections  from  Baltimore  to 
Petersborg.    We  said  six  hoars  from  our  own  re- 
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collection  of  one  or  two  trips,  and  without  consult- 
ing the  advertised  schedule. 

It  is  10^^  hours  between  the  times  of  reaching 
Washington  in  the  morning  and  Petersburg  in  the 
aftemoou.  It  is  18  hours  also  hy  the  night  line. 
Distance  154  miles.  Wo  submit  that  the  "impor- 
tant connection  in  the  southern  line  of  travel",  al- 
luded to  by  us,  is  very  much  needed. 

ED. 

Compounil,  or  Contlmnoua  Ralls* 

■  The  experience  of  each  successive  year  makes 
more  apparent  the  fact  that  the  operation  of 
Railways  in  this  country,  is  "  still  in  its  infancy." 
And  in  no  other  characteristic  is  this  fact  more 
readily  perceived,  than  in  the  great  advances 
that  have  been  made  in  the  manufacture,  and  lay- 
ing down  of  rails,  and  the  increased  speed  which 
has  resulted  therefrom.  From  fifteen  miles  the 
hour  on  the  old  flat  bar,  we  now  move  forty  on 
the  heavy  T  rail ;  and  it  is  a  pretty  well  attested 
fact  that  with  a  good  pattern  of  continuous  or 
compound  rail,  we  may  journey  as  safely  sixtj 
miles  the  hour,  as  we  do  now  forty. 

The  advantages  of  a  continuous  track  are  ob- 
vious to  every  praclical  mind.  It  relieves  the 
car  from  the  constant  bounding  motion  which  it 
now  acquires  in  passing,  or  jumping,  over  the 
rail.  The  passage  of  heavy  trains  over  the  joints 
at  high  speeds  settles  the  chair  slightly  into  the 
tie  and  the  consequence  is  the  slight  depression  of 
each  end  of  the  rail  which  results  in  the  succes- 
sion of  "jumps"  before  mentioned.  The  danger  oc- 
casioned by  them  to  trains  whirling  along  at 
lightning  speed  la  alarming  and  restrains  the  ez- 
presa  trains  several  miles  per  hour  in  their  pro- 
gress. Besides  this,  however  is  an  economical 
advantage  resulting  from  the  use  of  the  compound 
rail.  It  is  the  reduction  of  the  depreciation  in 
value,  of  the  Rolling  Stock.  It  is  estimated  that 
the  saving  on  this  head  alone  would,  in  three  or 
four  years,  pay  the  difference  in  the  cost  of  the 
raU,  even  though  the  old  rails  were  sold  at  a 
heavy  discount.  The  compound  rail,  it  is  also 
contended,  will  wear  much  longer  than  the  pat- 
terns at  present  in  use.  This  is  a  reasonable  con- 
slosioD,  for,  owing  to  the  steadiness  of  the  train  in 
passing,  there  is  much  less  friction  and  the  concus- 
sions are  much  less  forcible. 

Of  those  paterns  of  Compound  Rails  which  have 
been  before  the  public  in  the  Journal  we  have  said 
bat  little,  deeming  it  best  that  experience  should 
i^ply  the  test  and  decide  upon  their  merits.  The 
"WiNSLOw"  pattern  has  had  a  fair  trial  on  sever- 
al different  roads  in  this  State  in  all  of  which  the 
result  has  been  highly  satisfactory  to  all  parties. 
The  "  Latrobe"  pattern  has  been  tried  on  the 
Baltimore  and  Ohio  road  and  has  proved  eminent- 
ly successful.  The  Wells  &.  Serrell  pattern  is 
about  to  be  laid  dowu  upon  an  Eastern  road  and 
we  look  for  even  more  favorable  results,  from  this 
pattern  than  have  yet  been  demonstrated  It  will 
be  observed  that  this  rail  is  in  two  parts  and  re- 
quh^s  no  fastenings  but  spikes  or  chairs.  No  rivets 
are  used,  no  severe  strain  or  friction  can  come  upon 
the  "  base"  rail,  and  if  one  side  of  the  "  Cap"  wears 
out  more  rapidly  than  the  other  it  can  be  changed 
with  facility ;  and  it  seems  to  us  that  the  rail  is  so 
modeled  as  to  secure  the  best  possible  service  and 
the  tall  strength  of  the  iron. 

We  believe  true  economy  and  a  proper  regard 
te  th«  safety  of  lif*.  require  the  adoption  by  rail' 


way  companies,  as  rapidly  as  practicable,  of  the 
continuous  rail.  The  best  pattern  will  be  discover- 
ed by  use.  That  all,  thus  far,  are  economical  and 
safe  in  a  great  degree  is  one  strong  point  in  their 
favor. 

Railroad  Consolidation  bet^reen  Cinolnnati 
and  Chicago. 

According  to  previous  notice,  a  meeting  of  the 
stockholders  of  the  Cincinnati  and  Chicago,  and 
the  Cincinnati,  Logansport,  and  Chicago  Railroad 
Companies,  was  held  at  New  Castle,  Indiana,  on 
Thursday  la.st,  to  consider  the  propriety  of  consoli- 
dating the  two  companies,  and  after  a  free  and  full 
discussion,  in  regard  to  the  beneficial  results  of 
such  an  act,  a  vote  was  taken  upon  the  question 
and  upward  of  thirty  thousand  four  hundred  votes 
were  ca.st  in  favor  of  consolidation,  and  none 
against  it.  After  which  the^con.solidated  company 
as.sumed  the  name  of  the  Cincinnati  and  Chicago 
Railroad  Company.  The  following  gentlemen 
were  then  elected  Directors  to  serve  till  the  first 
day  of  January  1856. 

C.  B.  Smith,  R.  M.  Corwine,  James  Pullan, 
Jos.  A.  James,  D.  A.  Powell,  of  Cin. ;  Williamson 
Wright  of  Logansport,  la. ;  Col.  S.  Meredith,  Wil- 
liam Buttler,  Jesse  Hiat,  of  Wayne  Co  ,  la.;  Judge 
M.  L.  Bundy,  of  Henry  Co.,  la. ;  Judge  T.  J.  Sam- 
ple, of  Delaware  Co.,  la.;  Sam'l  Jay,  of  Grant  Co., 
la.;  and  Col.  H.  Hannah,  of  Wabash  Co.,  la.;  alter 
which  the  Hon.  C.  B.  Smith  was  unanimously 
elected  President  of  the  new  board.  Col.  8.  Mere- 
dith, Vice  President,  and  Stanhope  S.  Rowe,  Se- 
cretary. The  oflSce  of  this  Company  is  establish- 
ed at  No.  33  Ohio  street,  Cincinnati. 

This  road  is  a  continuation  of  the  Cincinnati 
Western  R.  R.,  and  one  in  interest,  and  is  now  the 
direct  line  between  Cincinnati  and  Chicago.  A 
large  force,  we  understand,  is  now  at  work  upon 
the  road. 


Syracuse  and  Binshamton  Railroad 

A  correspondent  of  the  Albany  Register  says  of 
this  road,  and  ofthecouutry  which  it  is  to  develope 
as  follows : 

At  the  south  of  the  Syracuse  and  the  New  York 
Central  Railroa*!,  north  of  Binghamton  and  the 
New  York  and  Erie  Railroad,  there  lies  a  broad 
extent  of  fertile  country,  comprising  the  southern 
portion  of  OnonJaga  County,  the  eastern  portion 
of  Cayuga,  the  whole  of  Cortland,  the  western 
part  of  Chenango,  the  eastern  part  of  Tioga,  and  the 
northern  section  of  Broome,  which  has  been  here- 
tofore entirely  shut  out  from  the  world. 

The  Syracuse  and  Binghamton  Railroad  is 
now  nearly  completed,  runiung  through  the  centre 
of  the  section  of  country  named.  It  is  eighty 
miles  in  length,  upon  forty  miles  of  which,  twenty 
from  Syracuse  southward,  and  twenty  from  Bing- 
hamton northward,  the  track  is  laid  and  cars  are 
now  running.  It  is  intended  that  the  remainder 
shall  be  finished  and  the  cars  run  through  by  the 
twelfth  of  September. 

Kennebec  and  Portland  Railroad. 

A  meeting  of  the  stockholders  of  the  K.  &  P. 
R.  R.,  was  held  at  Augusta  on  Monday,  to  con- 
sider the  question  of  leasing  the  Somerset  and 
Kennebec  Railroad. 

The  directors  were  authorized  to  take  such  lease 
if  a  satisfactory  arrangement  therefor  could  be 
made,  and  it  was  further  voted  to  raise  $10,009, 
by  an  issue  of  6  per  cent  preferred  stock  to  pur- 
chase new  equipment  for  the  line. 

The  road  is  to  be  finished  to  Kendall's  mills,  dur- 
ing which  time  it  is  expected  also  that  the  Bangor 
will  be  completed. — Slate  of  Maine. 

Portland  I<oconkotlTe  'Works* 

The  Portland  Company  are  just  turning  out  two 
splendid  locomotives  for  the  Panama  R.  R.  of  6 
feet  gauge.  This  company  are  full  of  work,  and 
now  employ  820  men. 

Charles  Jones,  Esq.,  has  been  appointed  Trea- 
surer of  the  company,  in  room  of  J.  C.  Churchill, 
Esq.,  resigned.  Mr.  Churchill  has  held  the  oflBce 
for  some  six  years  past,  aad  xu>w  retirea  *(  his  own 
request. — SUUofM0ir' 
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Railroad  Kffiects. 

No  man  can  long  continue  a  skeptic  as  to  the 
effect  of  railroads  on  the  general  development  and 
prosperity  of  the  country  through  which  ihey  psH 
who  will  take  the  trouble  to  keep  his  eyes  open 
while  passing  alone  the  Baltimore  and  Ohio  Rail- 
road. At  every  station  almost  a  neat  and  thriving 
village  is  springing  up,  in  many  places  towns,  while 
the  entire  country  wears  a  new  countenance  under 
the  vigorous  efforts  of  the  husbandman,  who  now 
finds  a  market  for  his  products,  a  place  of  pur- 
chase for  his  wants,  and  in  every  way  calculated 
to  reward  his  honest  toil.  Heretofore  he  could 
barely  live  by  c:)nsuming  what  he  made  and  mak- 
ing what  he  consumed ;  and  now  the  market  is  at 
bis  door,  and  he  can  sell  all  that  he  makes  aod 
more  than  buy  with  his  receipts  all  that  he  wanto. 
The  price  has  increased  cent,  per  cent,  in  tnaay 
places,  while  the  general  tendency  of  every  thing  is 
to  go  ahead.  Counties  can  observe,  profit,  and 
learn  hence,  that  their  corporate  subscriptions  are 
repaid  them  with  interest  the  moment  such  works 
arc  completed,  even  should  the  stock  not  pay  one 
per  cent,  or  sell  twenty  per  cent,  on  first  cost. — 
Wheeling  InttUigencir. 

Bnrvey  of  tbe  St.  Lawrence  Rapids. 

The  survey  of  the  rapids  of  the  St.  Lawrence  is 
being  pushed  forward  with  vigor  by  Messrs.  Mail- 
LEFERT  &  Raasloff  The  survey  of  the  Coteaa 
Rapids  is  now  finished;  and  the  surveying  party 
has  commenced  descending  the  river  towards  the 
"  Cedar"  Rapids.  Some  accidents  have  occurred, 
but  hitherto  no  lives  have  been  lost.  Mr.  Maillc- 
FF.RT  will  make  experiments  in  blasting  rocks  to 
clear  the  channel,  in  the  mode  so  successfully 
pursued  by  him  at  Hell  Gate. 


Railroad  Bmploycest 

The  following  testimonial  of  the  temperance 
character  of  the  engineers  upon  the  New  York  end 
Erie  Railroad,  is  from  the  Rev.  A.  8.  Lakin  Mis- 
sionary of  the  Ladies'  Home  Mission  at  the  Five 
Points,  who  has  long  resided  in  the  region  traver^ 
ed  by  that  road,  and  is  acquainted  with  many  of 
the  individuals.     He  says. 

"The  engineers,  though  they  felt  aggrieved  un- 
til the  new  regulations  were  fully  explained,  are 
now  perfectly  satisfied,  and  are  carrying  out  the 
order  with  credit  to  themselves  and  safety  to  the 
passengers  of  the  road.  One  of  the  assistant  Su- 
perintendents informed  me  that,  during  the  strike, 
not  one  of  the  engineers  were  under  the  influence 
of  spirituous  liquors. 

There  is  nothing  insures  the  safety  of  passen- 
gers more  than  a  sober  engineer,  This  and  the 
picturesque  scenery,  vast  mountains  and  glens, 
small  rills  and  majesticrivers.highlycultivatedflelds 
and  extended  forest,  with  some  of  the  finest  works 
of  art  in  the  Sute,  and  the  polite  conduct  of  the 
conductors,  makes  the  Erie  road  one  of  the  moet 
safe  roauls  in  the  country;  whilst  the  wide  gauge, 
commodious,  strong  and  well  ventilated  cars,  make 
it  the  most  comforuble. 
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Discharge  of  Os'vreffo  RlT-er. 

The  Oswego  Times  and  Journal  says :  We  leant 
from  tho  engineer  of  the  canal  that  there  was  od 
Saturday  but  54,360  cubic  feet  per  minute  of  wat- 
er passing  down.  That  the  lowest  wai«r  found  at 
any  other  time  as  far  back  as  1848,  was  129,600 
cubic  feet  per  minute— and  that  the  amount  pas- 
sing in  ordinary  high  water  is  692,680  cubic  feet 
per  minute. 

This  river  drains  more  thaa  7000  square  miles  of 
territory. 

Railroad  Iron. 

2nnn  tons  Kailnwd  Iroo,  64  to  00  lb«.  per  Unser 
,V/VyU  yard.    For«leby  | 

'  THXODORE  DBHON,  i 

-•    .'     ■  :.■      -^,     -  .  26^  Brasdwmy, 

Nno  Ym-k 
CoDtncU  made  m  above  (br  Raik  deliverable  at  KogU'h  <t 
Americea  ports  at  lowest  rstea.  ae  Sl 

Rr\r\  TONS  Mai  aiSDgunock  Sooicii  Pig  Iron  to  lota  to 
tJ\J\J  suit  piiTchasen  for  sale  by  ' 

NATLOR  fc  CO. 
W  a^  101  Jtkm  H. 
M.  S.— Tbe  above  Iron  smf  Bm>  tapertsd.  (M  tC 
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ZKRAU  COLBURN, 

£NUIA£i!:a  ASO  AGENT 

FOa  the  Design,  CoiuiCructiuD,  Valuutiou  aud  Purchase  ofLo- 
coiiouve:!  uiiJ  Kailroad  Machinery. 

ODord  hid  uuiviutw  U>  Uiulroad  Coiupunica  in  ei'her  uf  these 
d^pariuit^uw,  haviu^;  long  ezperitMict;  aud  lliu  beet  fucilitiea  for 
all. 

A»  CuKSCLTlso  EsoiSKSK  be  will  advise  as  to  tho  value  or 
aduplaiiuii  of  aiiy  syeltiiu  of  luOlive  power,  aud  fUriiish  draw- 
iu^.",  (MU.uatei  aud  apucidcaiioiu  for  auy  arrauj^emeut  of  ciigiue. 

▲d  ACTl:(a  K.NOlNiiKK  he  will  supvniileiul  the  coubtrucUun, 
•urvoy,  or  rccoueiructioii  of  auy  railroad  inacbiuery,  aud  guar 
aotoe  itatiolaclory  renuii:*. 

As  co.VTHACTi.NU  iiiaoiirBBR,  Imviiig  conuectioii  with  the 
luojt  reuaUM  aud  fcuccusulul  manuliiciurerti,  liu  will  oegotiate 
for  the  purcUdse  uf  Locomotive:!  uf  the  very  best  couatrtictiou 
aod  propoilioua.  AUo  WheoU,  Tires  and  Uepuir  iihop  Ma- 
cUiuery. 

Uuviug  much  exi>erieuce  in  Patent  Buoineas  he  will  undertake 
the  pruparatiou  uf  Drawings,  Spccilicatiuas,  Applicatioiis  for 
Pateut  or  Uaveitt  and  uther  papera  uecessary  for  iiivttnluni.  lie 
ia  able  to  give  material  aiui:dtauce  iu  biiji^ing  iuventioiua  and  ini- 
pruvoinauu  iu  Kailroad  Hadiiuery  into  lavorable  notice. 

CHILLED  TIRES   FOR   LOCOMOTIVE  DRIV- 
IHQ  WHEELS. 

Zerah  Colburn  retaina  tlie  principal  ageucy  for  the  sa'e  and 
right  of  use  of  thu  v.iluable  improvemeut,  aud  will  flirniah  the 
moat  diibitantiai  guarautues  uf  its  Safely,  Ourabihty,  Adhesion 
aud  great  £ooxoMr. 

Olttce,  iid  door  American  Railroad  Jouroa'  Building, 

No.  8  iSpruce  atreet, 

A'eic  York. 
REFERENCES. 

The  New  Jersey  Locomotive  aud  Machine  Co. 

JaWM  J.'Cksuu,  Pres't.,  Patenton,  M.  J. 

Utiaa.  W,  Ediolt,  Vice  Prea't,,  l>9  Beaver  str.,  N.  Y. 

llenry  V.  Poor,  iisq.,  Kditor  Hailroad  Journal,  New  Tork. 

Cr«a  i>.  Pnoips,  Pie^'U  Del,  Lack  and  Western  Kailroad. 

Oeo.W'. Whistler,  Vic    Pres't  New  York  it  New  Uaven  R.R. 

William  Kayiuoud  Lee,  £sq.,  Boatoo. 

Bush  A  LotHiell,  WUuuugtou,  Del. 

Ouver  M.  Uyde,  liatj.,  Mayor  City  of  Detroit 

~    NlJGEN'r'S  COLLEGE 

OF 

ENGINEERS  AND  MECHANICS, 

i'ablic  Hijuare,  Cleveland,  Ohio. 

E.  Nugent,  C.  E.,   Fnncipal. 

TS£  desigu  of  this  InstitutiOD  is  to  afford  young  men  an  op- 
poriuiiiiy  of  a;(juiriug  a  knowledge  of  the  profe»sioa  of 
C  vil  £iigiueoriug,  aiiU  to  Mechaiiiua  and  Tradesmen  a  souod 
theureticai  auJ  practical  kuuwiedge  uf  Mathematics,  Arctiitec- 
turai  aud  Mecliauical  i^rafliug,  Puin  aud  Umamental  Peoman- 
•hip,  thi. 
Por  further  particular*  address  the  PrinclpaL 

.New  IToriiL  aud  Erie  R.  R. 


ifi 


PAiiSJSNGEK  TBAXNS 

leave  Pier  foot  of  Duaue  street, 
as  follows,  vi2 : — 


ki\iiigA.i.o  EZPB£3S,  at  0  a.  m.  for  Buffalo  direct,  over  the 
N.  Y.  dt  K  K.  K.  and  the  B.  «i  N.  Y.  0.  K.  K.,  without  change 
of  baggage  or  cars. 

DOMXISK  £zpas8S,  at  0  a.  m.  for  Dunkirk. 

Mail,  at  ^H  a.  m.  tor  Dunkirk  and  BuUaJo,  and  intennediaW 
staiious.  Passeugers  i>y  this  Train  will  mmain  over  uight  at 
uus  6latiou  beiwe«u  Biiiguamtuu  and  Corning,  and  proceed  the 
next  morning. 

Wat  KxpRsas,  at  1  p.  m.  for  Dunkirk. 

UooKLAND  PAdacaaaa,  at  4  p.  m.,  (from  foot  of  Chamber* 
.8tre«t>  via  Pieruiont,  for  duliern  aud  mtermediate  stations. 

Wat  PAsasHOKR,  at  4  p.  m.,  for  Otisville,  and  intermediate 
•tatiousw 

NiOHT  SXPBBSS,  at  6  p.  m.  for  Dunkirk  and  BufflUa 

£Ki.iKAiiT,  at  6  p.ni.,  for  Dunkirk  and  Buflalo  aiHl  intermedi- 
ate dlatioua. 
4      On  Sundays  only  one  Express  Train — at  6  p.m. 

Tliese  Express  Traiua  conuect  at  £li!iira  with  the  £lmira 
aud  Niagara  Fall-t  Railroad  for  Niagara  Falls ;  at  Buffalo  with 
ftrst-claaa  splendid  r'.teamers  on  Lake  £rie  tor  all  ports  on  the 
Lake  ;  and  at  Dunkirk  with  the  Lake  dhore  Railroad  for  Cleve- 
aud,  Ciiiciu:uiti,  Toledo,  Detroit,  Chicago,  etc 

D.  C.  McCALLUM,  General  Sup'L 


K  Orricc  CisciitSATi,  Hajultox  6c  Dattor  R.  R.  Co. 
I  Cincitinati,  Auguit  Hth,  1854. 

Tits  Board  of  Directors  uf  this  Company  have  this  day  de- 
clared a  Dividend  uf  Five  per  ceut.  out  of  the  net  earnings 
of  the  Compauy  for  the  Six  mouths  ending  31.  July,  payable  lu 
Scrip  bearing  Seven  per  cent,  interest  redeemable  in  three 
years.  The  Scrip  will  ba  delivered  on  and  after  Sept  1st,  to  tne 
Stockholdeis  registered  in  CiDciuuati  on  application  at  the  office 
of  tba  Company,  aud  to  those  registered  iu  New  York  at  the 
ofll««  of  the  Uuio  Life  Insurance  dc  Trust  Company  in  that 
city.  The  Transfer  Books  ^«°iU  be  clostid  for  ten  days  from  this 
dat«u 
82  Im]  fBANK  S.  BOND,  Seerelary. 

For  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  bore  and  20  inches  stroke  complete  in 
all  respects  aud  finished  in  the  best  manner.  Has 
been  iu  use  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
PatersoD,  New  Jersey, 
juL14  39  tf.J  or  74  Broadway,  New  York. 


A.  B.  Warford, 

Chief  Engineer,  Susquehanna  Kailroad,  Uarrisburg,  Pa. 

To  Engineers  and  Surveyors. 

A  YOUNG  man,  18  years  old,  wants  a  situation  (to  learn  the 
busuiess)  as  chain  carrier,  in  a  railroad  survey.  No  ob- 
jectious  to  go  to  any  part  of  tlie  country,  or  world.  Good  re- 
ference can  be  given  if  required.  Address  A>  S.»  Office  of  this 
Journal.  [82  Ira 

RAILROAD  STOCKS,  BONDS  *  STATE  SECURITIES. 
The  subscriber  otters  fur  sale — 

Uliio  and  Mississippi  Railroad  Company,  7  per  cent  second 
mortgjgf,  convertible  Bonds.  Interest  payable  semi-annually 
in  New  York. 

Scioto  aud  Hocking  Valley  Railroad  Company,  7  por  cent, 
first  mortgage,  convertible  Bonds.  Interest  payable  semi-an- 
nually in  New  York. 

Cincinnati,  Western  Railroad  Company,  8  per  cent  Real 
£state  Bouds.     Interest  payable  semi-annually  in  New  York. 

Hamiltou  County,  Ohio,  6  per  cent.  Bonds.  Interest  payable 
semi  annually  in  New  York. 

LuuiBville  and  Portland  R.  R.  Co.  Bonds. 

Haysvllle  and  Lexington  R.  R.  Co.,  6  per  cent  second  mort- 
gage, convertible  Bonds. 

Louisville  City  Bouds. 

Cincinnati,  Logansport  and  Cbicago^R.  R.  Co.,  10  per  cent 
Income  Bonds. 

RAILROAD  STOCKS.  . 

Covington  and  Lexington  R.  R.  Stock. 
Cincinaati,  Hamilton  and  Dayton  R.  R.  Stock. 
Little  Miami  R.  R.  Stock. 
Ohio  and  Mississippi  R.  R.  Stock. 
Southeni  Bank  of  Kentucky  Stock.  ,       . 

Columbus  and  Xenia  R.  R.  Stock. 

Cincinnati  and  Chicago  R.  R.  Stock.  '     ■'■ 

Central  Indiana  R.  K.  Stock. 
Cmcinnati  and  Indianapolis  R.  R.  Stock. 
Indianapolis  and  Bellelixitaino  R.  R.  Stock. 
Cincinnati,  Wilmington  and  Zanesville  R.  R.  Stock. 
WANTED— $100,000,  for  which  the  best  securities  will  be 
given. 
WANTED— $40,000,  on  commercial  paper. 

IdAAC  OSBORN  DATIS, 
Stock  Exchange  and  Financial  Agemy  Office, 
No.  38  Third  street 
32  Im]  Cincinnati,  Ohio, 


ON  THE  APPLICATION  OF  IRON  TO  BUILD- 
ING PURPOSES.— John  Wiley,    No.    167 
Broadway,  has  just  jniblished — 

F4IRBAIRN  ON  THE  APPLICATION  OF 
CAST  AND  WROUGHT  IRON  TO  BUILDING 
PURPOSES.  By  William  Fairbairn,  C.  E.,  F.  R. 
S.,  F,  Q.  S.,  elc.  1vol.  8vo.,  with  numerous  Dia- 
grams and  Illustrations,  and  tables  for  calculat- 
ing the  strength  of  materials  &c.     Price  $2. 

Selections  from  Contents. — On  Cast  Iron 
Beams  for  supporting  the  Floors  of  Buildings — 
C»st  Iron  Beams  with  Flanches — Experiments 
made  at  Leeds  by  the  Author — Rules  for  the 
Strength  of  Cast  Iron  Beams — Table  of  Result — 
On  Compound  or  Trussed  Cast  Iron  Beams  or 
Girders — Rule  for  Calculating  the  Strength  of  do. 
— Comparison  of  Cost — Process  of  Toughening  Cast 
Iron—EzperimeQts  —  Cupola  —  Air  Furnace — On 
Wrought  Iron  Beams  for  supporting  the  Floors  of 
Buildings,  and  for  other  purposes — Experiments 
on  the  strength  &c.,  of  do — On  Wrought  Iron  Trel- 
lis Girders — Formula  for  Calculating  the  Strength 
of  Trellis  Beams,  &c„  &c. 

"  No  engineer  can  do  without  this  book." — 
Scientific  American.  [34.  2t. 


NOTICE. 

THE  Copartnership  heretofore  existing  between  the  under 
signed,  luidcr  the  firm  of  Smith  &  Tyson,  Is  this  day  dis- 
solved by  mutual  consent  Either  partner  is  authorized  to  set^ 
tie  the  business  of  the  concern. 

J.  H0PKIN80N  SMITH, 
^     ^    .  RICHARD  W.  TYSON, 

<  •"«-    '•  '  No.  26  South  Charle*  ttr. 

Baltimore,  July  Ut,  18M. 

Notice  of  Copartnership. 

THE  undersigned  have  this  day  formed  a  Copartnership 
under  the  Unn  of  J.  Hopkinson  Smith,  hi  which  Richard 
W.  T}-80n  is  a  special  partner,  and  J.  Hopkinson  Smith  is  the 
genenl  partner. 

J.  HOPKINSON  SBHTH, 
RICHARD  W.  TYSON. 
Baltimore,  July  lat,  1864.  [33  3m 

Notice  of  Copartnersliip. 

MR.  PETER  MARIE,  herefore  of  the  firm  of  DECOPPET 
ic  CO.,  has  this  day  formed  a  copartnership  with  Mr. 
RUDOLPH  K4NZ  (for  many  years  with  the  banking  house 
of  Messrs.  L.  Von  Homnan  &  Co.,;  under  the  firm  of  MARIE 
*  KAN Z,  at  No.  27  William  street 

Their  attention  will  be  devoted  to  the  purchase  and  sale  on 
Commission  of  Stocks,  Bonds  and  Foreign  £xchauge,  and  to 
the  negotiation  of  BuaincM  Paper. 
New  Yerk,  1*(  September,  186^  8«  St 


Rensselaer  Polyteclinic  In- 
stitute. 

DESIGNED  for  the  education  of  Architects  and  Civil 
Ehoinbbrs,— including  Railway,  Hydraulic,  Topographi- 
cal, and  Mining  Engineers. 

Por  copies  of  the  Annual  Register,  giving  ftill  informatioii 
respecting  the  Institute,  apply  to 

R.  FRANKLIN  GREENE,  Director,  R.  P.  I. 
32  3m]  Troy,  Nete  York.    _     .  J^ 

Lowmoor  iron. 

■S"W.  BAILEY  LANG  &  CO ,  64  CLIFF  STREET, 
have  in  stock  and  offer  for  sale  an  a.ssortineiit  of  Round,  Flat 
and  Square  Bars  LOWMOOR  IRON,  which  they  will  soil  by  thf 
ton  or  single  bar.  The  attention  of  manufacturers.  Railway 
Managers  and  Mechanics  is  particularly  directed  to  the  quality 
of  this  Iron,  as  its  great  strength,  uniformity,  and  freedom  {h)m 
flaws,  render  it  the  bc^it  Iron  in  the  market,  where  first  quality  is 
required. 

W.  BAILEY  LANG  &  CO.,  being  Sole  Agents  in  the  Uni 
ted  States  and  Canadas  for  the  LOWMOOR  CO.,  will  executa  or 
der*  at  mannfiicturer's  prices.  6t  SI 

RAILiROAD  SPIKES7 


■  • '      '  •       WROUGHT  IRON  • » 

Chairs  and  Fastenings. 

THE  undersigned  will  continue  to  manufacture  wiiJi  increased 
facilUiK»,  UOUK  &.  FLAX  HEAD  KaILKUAU  iJl'lKL^, 
of  all  patterns,  WHOLGHT  and  CAST  CUAlUii  and  FAST- 
ENINGS, BOILER  RIVETS,  BULTS,  SHIP  aud  BOAT 
SPIKES,  &.C.,  ice. 

The  best  quality  of  Refined  Iron  is  uiied  and  all  orders  filled 
with  despatch. 

J.  HOPKINSON  SMITH, 
^_^  No.  2S>  mouth  Charles  St. 

■9*  Please  direct  the  name  in  full 
Baltimore,  July  1st,  1864.  [83  tf: 


Steam  Engine  and  Blowing 
Cylinders  for  Uiast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  Inch  cylinder,  and  five  feet  stroke, 
together  with  Blowing  Cylinders,  five  feet  diameter,  and 
SIX  feet  stroke,  in  perfect  working  order,  for  sale.     Apply  to 

EDW.  BECH  &  KLNUARDT,  62  Beaver  St.,  . 
iOr,  A.  TOW AR,  AftatPckeepsie  Iron  Works,  ■' 
23tf  Pokoepsie,  N.  Y.     ' 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  Kailroad  purpose,  which  wiU  be  sold  at  a  r«as< 
onable  price.     For  flirther  information,  apply  to. 

SA.MI;kL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Ca, 
,-'•*.>►.'  Or  BRIDGES  &  BRO, 

10  tf  04  Courtiaud  St.,  New  York, 

To  Contraetors  for  Railroad 
Iron. 

PROPOSALS  will  be  received  until  the  20tb  September  for 
nuie  thousand  tons  of  railroad  iron  T  pattern,  sixty  poimds 
to  the  yard.  One-half  to  be  delivered  at  Charlet^ton,  South 
Carolina,  and  one-half  at  Wilmington,  North  Carolina,  aeHvery 
to  commence  in  January  and  clO!>e  in  August,  equal  quauuiies 
to  be  delivered  iu  each  month  at  each  place. 

Payment  will  be  made  iinuiediatuly  on  the  delivery  of  each 
cargo,  in  North  Carolina  Funds.  Tlie  contract  will  be  given  to 
the  lowest  reapousible  bidder  provided  the  price  U)  satis- 
ftujtory.  Bidders  will  endc-rse  tlieir  bids— "V-Yoposo^  for  Rail- 
road Iron"— and  address  them  to  Cyrus  P.  Meiidcnhat!,  Secre- 
tary, North  Carolina  Railroad  Company,  Greensboro,  N.  O. 

WALTER  GWYNN, 
ChlefEug.  N.  C.B.B.  Co. 
Raleigh,  August  3d,  1864.  [8ttd 

"  Machinists'  Tools. 

SHRIVER  A^  BROTHERS, 

CimiberlaDd,  Maryland, 

(on  Baltimore  4"  Ohio  R.  R,  miduay  between  Baltimore  and 
the  Ohio  Rivtr) 

MANUFACTURERS  ot Engine  Lathes,  Planing  Machines, 
Drill  Presses,  Hand  Lathes,  and  other  Machinists  Tools. 
These  tools  arc  buiit'in  a  vupcrior  manner,  from  the  very  t>e8t 
materials,  and  are  particularly  adapted  for  railroad  gliops  und 
all  others  requiring  first  rate  machinery  Our  location  is  very 
advuiitageoua  fur  shipping  work  to  the  West  or  South.  Orders 
and  communications  receive  prompt  attention.  Addreea 
SHRIVER  «c  BROTHERS,  Fulton  Works, 

CumberUtnd,  Maryland. 
AvifUtl9th,VM.  (&2.ftB 
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Sinking  Fnn<l«  for  KKilroad  Loauot 

The  dilemma  in  which  the  Erie  Railroad  Com- 
pany recently  found  itself  in  view  of  the  speedy 
maturity  of  its  Income  bonds,  (amounting  only  to 
about  152,600,000),  at  once  shows  the  faultiness  of 
our  system  of  raising  money  for  railroads,  and 
earnestly  calls  for  radical  reform.  It  may  be  said 
in  fact  that  we  have,  Ihu.s  far,  proceeded  in  the 
constrnction  of  our  works  without  system,  or 
thought  for  the  future.  A  company  commences 
operations  with  such  means  as  can  be  raised  on 
the  line  of  its  road,  whether  they  bear  any  pro- 
portion to  its  ultimate  cost  or  not.  Tlnae  exhaust- 
ed, borrowing  is  next  resorted  to  u  -f  n  termsjmost 
likely  to  raise  the  money,  ine-pective  of  the 
company's  abilities  to  repay  it  at  the  time  stipu- 
ated.  So  long  as  companies  were  able  to  discharge 
their  old,  by  the  creation  of  new  liabilities,  the  in- 
herent vice  in  the  coarse  they  were  pursuing  was 
neither  seen  nor  felt.    But  moDey  can  do  lon^r 


be  raised  in  thfi  old  way.     Railroads  are  not  the 
faskio-n,  a«  formerly,  and  the  company  whose  liabi- 
lities  are   maturing,  suddenly  finds   itself  cut  off 
from  popniar  support,  and  without  the   means  of 
meeting  tin-  demands  upon  it,  although  apparent- 
ly entitled,  by  its  ivcome  to  whatever  aid  it  needs. 
The  pre.'^ent  condition  of  Erie  is  a  good  illustra- 
tion in  point.     Were  we  to  judge  from  the  price 
at  which  the  stock  and  securities  of  the  Company 
at  one  time  are  selling,  we  should  have  supposed 
the  Company  to  have  been  on   the  very  verge  of 
bankruptcy.    Yet  it  had  a  much  stronger  claim  to 
credit,  than  when  the  Intome  bonds  were  i.ssuod 
They  were  purchased,  say  at  85,  on  the  faith  of 
certain  a-s^umcd  results  of  the  construction  of  the 
road.  These  results  have  b«M;n  more  than  realized. 
The  road  is  more  productive  than  its  most  san- 
guine  friends   ever  claimed,   yet  the  holders  of 
the.^e  very  bonds  are  selling  them  at  a  discount  pf 
30  per  cent.,  though  they  have  less  than  6  mouths 
to  run.     The  converlible  bonds  of  1871   are  selling 
at   a   trifle  over  60  cents   on   the  dollar ;  bonds 
which  only  recently  commandedpar. 

The  market  price  of  any  security  does  not 
depend  so  much  upon  the  amount  of  property  ap- 
parently available  for  its  redemption,  as  upon  the 
probability  of  its  prompt  payment,  for  the  reasons 
that  business  men  cannot  have  the  payment  of 
what  is  due  them  depend  upon  any  contingency, 
and  hocau'ie  the  failure  to  pay  at  maturity,  a  debt 
well  .secured,  implies  a  lack  of  business  capacity, 
and  a  degree  of  improvidence  on  the  part  of  the 
debtor,  as  to  render  it  probable  that  he  will  vot 
fay,  whatever  may  b'>  the  extent  of  his  mean". 

The  general  success  of  our  railroads,  as  far  as 
their  earnings  an-  concerned,  is  fully  proved. 
Nothing  is  more  certain  than  that  they  will  earn 
a  fair  income  on  their  cost ;  consequently  that  no 
investment  can  be  belter  secured  than  mortsage 
bonds,  equalling  in  amount  one  half  such  cost  It 
is  equally  true,  that  a  six  per  cent,  loan,  with  am- 
ple provision  for  its  payment,  is  worth  par,  and  in 
the  long  run,  a  premium.  United  States',  and  tlie 
best  State  Stocks,  are  at  a  price  that  does  not 
yield  much  over  4j  i>er  cent.  A  seven  per  cent, 
railroad  bond,  perfectly  secured,  by  the  admission 
of  the  purchaser,  will  not  frequently  in  the  outset, 
•ell  for  more  than  80  cents  on  the  dollar,  and  will 


sometimes  remain  for  a  long  time  at  that  figure, 
thougli  the  value  of  the  projMJrty  on  which  it  is 
based  may  have  been  double<I  by  the  subsequent 
additions  to  the  construction  account. 

The  cause  of  the  anomaly  is  in  the  fact  that  no    - 
provision  is  made  for  the  payment  of  loans  made 
for  railroads,  when  contracted.    "Hmr  are  all  ther^c  ^ 
loans  to  be  paid?''     is   the    question  universally 
asked,  and  the  absence  of  any  satisfactory  answer   - 
weighs  like  an  incubus  npon  their  value.     Money 
may  be  easy  when  they  are  offered,  and   if  sncb 
be  the  case  when  they  fall  due,  there  may  be  no  - 
difficulty  in    their  rrnewal.     But  8upi>ose  the  op- 
posite should  be  the  fact,  that  they  should  happen   - 
to  mature  during  a  mmiclory  panic  such  as  we  are 
just  passing  through  ,  at  a  time  when  it  may  be 
impossible  to  borrow      What  would  then  be  the 
result  ?    Default,  p.  rhaps,  and   with    it  disgrace, 
and  great  loss   in  the  (markel)  value  of  the  ae- 
curity.      Such  is  a/>f«</Ak  coulingency,  and   such 
possibility  exerts  a  constant  influence  in  depreuiug 
the  value   of  our   railroad   8.M:nritie8,   and  keeps 
thesa  far  below  that  of  other  investment*!  less  fa- 
vorably circumstanced  in  every  other  resiwct. 

The  first  step  toward  securing  an  adequate  price' 
for  railroad  bonds  is  to  recognize  the  fact  that 
they  are  eventually  to  fall  due,  and  to  make  some 
provision  for  their  payment ;  both  of  which  seem 
mainly  to  have  be«n  igiiorW  All  have  heard  the 
story  of  the  miser  "who  did  not  want  his  money 
if  the  debtor  had  it,  but  who  wanted  it  instantly, 
if  he  did  not.''  It  was  only  the  "grand  con6dence  ' 
that  was  wanted.  So  with  the  creditors  of  railroad 
companies  There  is  hardly  one  that  will  not  lfM>k 
with  regret  to  the  maturity  of  his  loans,  provided 
he  is  satisfi.'d  ihoy  are  well  secured.  Oonld  he 
foel  that  they  wete  so,  when  offered  f.ir  sale,  he 
would  give  their  rnlne,  as  niea«un-d  by  the  values 
of  other  loans  of  the  safity  of  which  there  is  no 
doubt.  He  does  not  deny  a  seven  per  cent,  to  be 
wortli  a  preminm,  but  he  a.sks,  "if  I  get  stren  per 
cent ,  Rhall  I  ever  receive  back  my  loanl"  and 
uidess  this  question  be  answered  to  his  satisCtc- 
tion,  he  demands  a  premium  f.»r  the  risk  he  runs. 

The  losses  sustained  by  our  railroads  in  such 
premiums  is  enormous.  What  is  worse,  it  is  a 
loss,  every  penny  of  which,  might  be  saved,  simp- 
ly by  making  some  provisions  for  tho  payment  of 
the  loans  when  negociated.    Our  companies  ex- 
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pect  to  make  such  jirovisions,  some  day.  Why 
not  when  they  arc  contracted,  for  the  purpose  of 
receiving  the  benefit  of  such  provision. 

For  a  number  of  years  past  £nro]>eans  havo  in- 
vested largely  in  our  railroads.  That  they  will 
continue  to,  so  long  as  our  people  can  offer  them 
a  safe  security  there  is  not  a  doubt.  They  have 
the  sense  to  see  that  property  must  be  safer,  in  the 
long  run,  in  a  country  where  the  citizens  of  every 
State,  from  the  highest  to  the  lowest,  feel  that 
they  would  be  the  losers  by  any  change  in  the 
social  fabric.  There  can  be  no  conspiracy  against 
the  existing  slaliis,  so  long  as  no  one  is  dissalis- 
fied ;  nor  no  necessity  for  force  where  every  mem- 
ber of  society  acts  as  a  conservator  of  the  exist- 
ing order,  from  inclination.  The  foreigner  fully  ap- 
preciates the  resources  of  our  country,  the  adapta- 
tion of  railroads  to  its  wants,  and  the  increasing 
value  of  these  works  with  our  progress  in  popula- 
tion and  wealth.  He  admits  that  they  are  produc- 
iive,  and  may  be  made  profitable.  He  purchases, 
of  course,  at  the  best  rate  he  can,  and  as  before 
stated  he  demands  in  each  case  a  premium  in  pro- 
portion to  the  apparent  risk  he  runs.  If  he  gets 
a  seven  per  cent,  security  for  80,  which  turns  out 
to  be  perfectly  safe,  he  likes  his  bargain  none  the 
worse,  but  he  would  just  as  readily  have  paid  par  for 
a  iix  per  cent,  against  which  no  quibble,  or^objec- 
lion  should  be  urged.  An  unquestioned  six  per 
cent,  is  worth  a  premium  in  any  market  and  will 
readily  command  it.  If  we  pay  more  it  is  through 
improvidence  or  mismanagement,  or  because  we 
ofler  securities  that  have  some  taint  in  them,  or 
undertake  works,  far  beyond  the  means  of  the 
country  to  construct  or  sustain. 

An  ordinary  loan  brought  out  in  this  market,  is 
a  seven  per  cent.,  on  ten  years.  Such  loans  not 
unfrequently  sell  at  £0  cents  on  the  dollar.  Sup- 
posing the  amount  to  be  $1,000,000,  the  company 
receives  S800,000,  for  which  it  repays  in  ten  years 
the  principal,  and  $700,000  in  interest,  equal  to 
1,700,000  in  the  whole,  or  $900,000  more  than  the 
amount  received,  which  is  equal  to  eleven  per  ct. 
per  annum.  Certainly,  85  cents  on  the  dollar  is 
aa  average  price  at  which  snch  loans  sell.  This 
is  equal  to  an  interest  of  ten  per  cent.  Now 
suppose  that  the  loan  bore  six  per  cent.,  with  a 
sinking  fund  sufficient  to  extinguish  the  principal 
in  ten  years.  For  this  purpose  a  sinking  fund  of 
seven  per  cent,  semi-annually  will  be  required. 
TAirict-n  p.ct.  annually  would  pay  the  interest  and 
the  principal  at  maturity,  only  three  percent,  more 
than  which  is  now  usually  paid  on  what  are  con- 
sidered xcell  negotiated  loans  !  We  have  no  doubt 
that  in  ordinary  times  a  six  per  cent,  with  a  sink- 
ing fund  provided  in  the  manner  stated  would  sell 
at  par  from  first  hands.  For  the  want  of  such 
provisions,  therefore,  our  companies  lose  on  a  $1,- 
000,000  loan  for  ten  yesLvs  four-sevenths  of  $1,000,- 
000,  or  $570,000,  equal  to  nearly  6  per  cent,  an- 
nually on  the  whole  loan,  or  a  pas.^able  dividend 
CD  an  equal  amount  of  stock,  and  which  declared 
by  English  companies,  would  carry  their  stocks  to 
a  handsome  premium. 

If  the  loan  have  a  longer  time  to  run  the  per- 
centage set  apart  for  dividends  may  be  propor- 
tionally less.  A  loan  of  three  millions  on  25  years 
will  by  liquidated  by  a  sinking  fund  of  1)^  per 
cent.,  or  $45,000,  hall-yearly,  as  will  be  seen  by 
the  following  statement,  the  amount  for  each  year 
being  placed  against  the  appropriate  figures.         I 


Years. 

1 $45,787  50 

2 94,789  12 

8 147,202  23 

4 203,293  89 

6 203,311  90 

6 827,681  30 

7 396,245  99 

8 469,779  71 

9 548,442  10 

10 632,020  61 

11 722,691  55 

12 819,007  46 


Years. 

13 $922,189  68 

14 1,032,630  46 

16 1,160,595  08 

16 1,276,924  24 

17 1,412,096  44 

18 1,666,730  69 

19 1,711,489  34 

20 1,877,081  09 

21 2,054,264  27 

22 2,243,850  27 

23 2,446,707  29 

24 2.663,701  30 


25  years 2,896,015  30 

If  an  amount  equal  to  the  discount  at  what  the 
Erie  Convertibles  sold,  which  was  about  $1,050,- 
000  on  $7,000,000,  had  been  set  apart  as  a  sink- 
ing fund,  it  would  have  produced  at  their  maturi- 
ty, $4,000,000.  Had  this  amount  been  so  set 
apart,  and  had  it  been  shown  what  it  would  have 
produced,  there  is  no  doubt  these  loans  would 
have  commanded  a  premium  instead  of  selling  at 
a  large  losi^.  The  company  loses  in  this  instance 
the  sum  of  four  million  of  dollars  jast  for  the  want 
of  a  little  precaution,  or  thought  for  the  future. 
It  is  easy  to  see  mistakes  after  we  are  past  their 
remedy.  We  ask  whether  the  Erie  or  any  other 
company  can  afford  to  make  such  sacrifices  to  a 
mistaken  policy. 

The  lo"  consequent  upon  our  present  improvi- 
dent m(  •  of  doing  things  is  enormous.  If  the 
roads  ol  other  countries  could  earn  aa  much  itet, 
as  we  sacrifice  yearly,  the  result  would  be  consid- 
ered satisfactory.  If  the  amount  of  loans  negoti. 
ated  in  the  manner  wo  have  stated  equal  $100,- 
000,000,  the  loss  is  nearly  $6,000,000  annually.— 
If  $200,000,000,  which  is  much  below  the  amount 
we  are  losing  nearly  $12,000,000 ;  a  sum  certainly 
worth  looking  after,  and  upon  the  saving  of  which 
the  success  of  our  roads  may  in  the  end  depend. 

But  the  advantage  of  a  sinking  fund  does  not 
end  in  the  amount  itivrd  in  the  manner  stated  — 
The  very  act  of  creating  one  gives  a  moral  nature 
to  a  company,  which  a  corporation  is  not  general- 
ly supposed  to  possess.  It  is  the  fullest  acknowl- 
edgement of  the  obligations  incurred  It  would 
probably  effect  more  than  any  other  measure  to- 
ward raising  the  standard  of  management  of  our 
companies.  Where  a  sinking  fundjs  created,  the 
presumption  will  be  that  the  project  is  a  good  one, 
and  will  be  regarded  by  its  managers  as  something 
worth  looking  after.  We  measure  the  value  of 
anything  by  its  cost.  A  company  cannot  continue 
to  paj'  for  a  long  series  of  years  a  large  sum  to  re- 
lieve their  property  from  incumbrance,  without 
believing  it  to  be  very  valuable,  and  without  be- 
coming possessed  with  a  conviction  that  it  is  de- 
serving the  most  careful  management.  No  body 
of  men  will  pay  $50,000  a  year  out  of  their  own 
pockets,  and  neglect  the  management  of  that,  on 
account  of  which  it  was  paid.  The  annual  pay- 
ment of  so  much  money  will  beget  habits  of  the 
most  scrupulous  economy  and  watchfulness,  which 
will  probably  result  in  saving  the  amount  paid  by 
any  company  to  a  sinking  fund.  It  is  our  firm 
conviction,  that  from  the  higher  tone  of  manage- 
ment which  would  unquestionably  be  secured, 
such  funds  would  not  in  the  majority  of  cases  cost 
our  comi  anies  a  penny.  Where,  no  measure  of 
the  kind  is  adopted,  there  is  danger  that  a  sense  of 
the  obligation  created  by  a  loan  will  gradually 
wear  out.  What  has  cost  nothing  is  never  valued. 
Where  directors  of  a  road  have  never  contribated 


a  dollar  of  their  own  means  toward  it,  nor  have  ev- 
er taken  a  step  by  which  the  rights  of  those  who 
have  furnished  the  money  are  fully  recognized, 
there  is  great  probability  they  will  become  listles.s 
and  indifferent  to  their  charge,  that  the  road  will 
be  neglected,  the  means  of  the  company  will  be 
squandered,  and  that  the  sentiment  of  all  concern- 
ed become  so  thoroughly  demoralized  that  any  at- 
tempt to  recover  the  ground  lost,  or  too  meet  any 
crisis  that  may  happen,  will  be  in  vain.  The  only 
way  to  avoid  such  a  conclusion  is  to  awaken  a 
personal  interest  on  the  part  of  directors  of  roads, 
or  to  subject  them  to  such  a  policy  as  cannot  fail, 
from  the  necessities  it  imposes,  to  work  out  a  salu- 
tary result.  The  difference  in  the  two  cases  is  that 
which  consists  in  doing  business  upon  a  sovvJ 
principle,  or  upon  none  at  all.  In  one  case,  the 
man  is  saved  simply  by  his  adherence  to  such 
principle ;  in  the  other,  he  is  ruined  for  the  want 
of  it ;  his  intentions  in  both  cases  remaining  sub- 
stantially the  same. 

We  entertain  no  doubt  as  to  the  integrity  of  the 
great  majority  of  our  railroad  companies,  nor 
question  the  disposition  of  the  mass  of  the  stock- 
holders in  our  roads  to  do  exact  justice  to  their 
creditors.  But  it  must  be  remembered  that  their 
obligations  were  created  under  a  conviction  that 
the  enterprises  in  which  they  had  embarked  would 
prove  profitable,  while  it  is  inevitable  that  some 
should  be  disappointed.  Roads  that  were  believ- 
ed would  be  productive,  have  failed  to  be  so.  In 
some  cases,  the  creditors  will  resort  to  their  rights 
under  the  mortgage,  and  the  fact  that  the  stock- 
holders are  threatened  with  the  loss  of  a  large 
amount  of  property,  will  create  a  strong  tempta- 
tion to  seek  to  avoid  in  some  way  or  other  the 
threatened  catastrophe.  All  such  occasions  for 
collisions  between  stock  and  Bond  holders  will  be 
rendered  impossible  by  a  contract  in  the  outset, 
by  which  a  certain  amount  of  the  earnings,  and 
sufficient  in  the  end  to  redeem  the  road  from  all 
incumbrance,  are  to  go  direct  to  trustees,  without 
ever  becoming  the  property  of  the  company. — 
Certainly,  when  it  is  so  easy  to  remove  all  occas- 
ion of  difference  between  tho  creditors  and  deb- 
tors in  our  railroads,  it  is  most  important  to  do 
so. 

Were  it  common  practice  for  railroad  compan- 
ies to  establish  sinking  funds,  the  effect  would  be 
to  advance  the  price  of  all  securities,  not  only 
fVcm  their  greater  safety,  but  from  the  greater 
abundance  of  money  which  'would  necessarily  re- 
sult. One  great  cause  of  the  frequent  scarcity  of 
money  in  this  country  is,  in  the  fact  that  every- 
thing is  invested  in  works,  a.s  fast  as  realized.  Were 
there  every  year  a  few  millions  invested  at  interest 
iz  securities,  or  on  bond  and  mortgage,  the  amount 
would  in  a  comparatively  short  time  bear  a  respec- 
table proportion  to  the  whole  indebtedness  of  our 
railroad  companies.  A  certain  portion  of  the  cap- 
ital of  the  country  would  be  in  monei/,  applicable 
to  all  the  ordinary  operations  of  business.  The 
fact  of  large  sums  being  constantly  liberated 
from  the  custody  in  which  they  were  held,  and 
thrown  upon  the  market,  would  not  only  increase 
the  relative  value  of  other  kinds  of  property,  but 
would  render  the  supply  of  money  uniform,  and 
prevent  those  excesses  of  case  or  stringency,  be- 
tween which  we  are  constantly  oscillating.  Had 
the  railroad  companies  throughout  the  country 
$50,000,000  invested  in  sinking  funds,  it  would 
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keep  the  rates  for  money  very  far  below  the  pre- 
vailing  figures,  while  it  would  carry  up  in  a  much 
greater  ratio  the  price  of  all  kinds  of  securities. 
The  seller  and  purchaser  in  such  cose  would  then 
change  places,  and  the  former  would  dictate  terms 
instead  of  the  purchaser,  as  at  the  present  time. 
Were  the  loans  of  our  railroad  companies  to  be 
paid  off  as  they  become  due,  the  rates  of  interest 
in  this  country  would  rule  nearly  as  low  as  in 
Europe. 

We  commend  the  above  suggestions  to  the  con- 
sideration of  railroad  companies.  If  they  have, 
in  their  haste  to  complete  their  works,  made  sacri- 
fices to  meet  what  appeared  to  be  necessary  ex- 
igencies, an  opportunity  is  still  left  open  to  them 
to  retrieve  the  errors  that  have  been  committed. 
Fortunately,  most  of  the  loans  of  our  railroad 
companies  are  on  long  time,  and  may  be  provided 
for  by  sinking  funds,  which  will  only  require  a 
small  amount  to  be  carried  to  them  annually. — 
The  policy  recommended  is  one  in  which  our  com- 
panies have  a  vastly  greater  interest  than  capital- 
ists. The  latter  will  make  more  money  by  hav- 
ing matters  remain  as  they  are.  It  is  the  railway 
public  which  is  being  sacrificed,  and  which  should 
be  aroused  to  a  proper  sense  of  the  extent  of 
its  losses  from  an  unwise  and  improvident  poli- 
cy. 


Improvcmeat  of  the  l>oconkoUTC< 

BY    ZERAH    COLBURN. 

The  Connection  of  the  Cylinders.' 

Regarding  the  "outside  connection"  as  an  essen- 
tial feature  of  the  best  system  of  locomotive 
power,  I  shall  devote  the  present  article  to  a  dis- 
cussion of  its  relative  merits  as  compared  with 
the  "inside  connection." 

The  two  systems  of  attaching  the  working  con- 
necting rod  of  the  engine, — in  one  case  to  the 
crank  pin  on  the  outside  of  the  driving  wheel,  and 
in  the  other  to  a  bell-crank,  formed  in  the  driving 
axle, — termed  respectively  the  outside  and  inside 
connection,  have  each  peculiar  merits  and  demer- 
its. I  have  so  often  advocated  the  first  named  of 
these  arrangements,  in  detached  editorials  in  this 
Journal,  that  it  appears  consistent  to  briefly  re- 
view the  grounds  for  my  preference  in  this  series 
of  articles. 

Probably  the  fairest  mode  of  treating  the  sub- 
ject is  to  first  say  all  that  can  be  said  in  favor  of 
the  inside  connection,  and  all  that  can  be  said 
against  the  outside  connection.  If,  on  subsequent 
examination,  the  "outside"  can  claim  a  balance  in 
its  favor,  my  preference  is  confirmed.  ■•'■■.■ 

The  advantages  claimed  for  the  inside  connec- 
tion are,  greater  steadiness  of  motion  than  can  be 
had  by  any  other  plan  in  use,  and  the  protection 
of  the  cylinders  from  the  cooling  effects  of  the  at- 
mosphere. The  last  claim  is  however  a  nullity 
with  American-built  engines,  as  their  steam  cylin- 
ders are  never  protected  on  their  under  sides. 
The  only  advantage,  for  which  the  inside  system 
can  contend  is  therefore  that  of  greater  relative 
steadiness  of  motion. 

The  objection  urged  against  the  outside  con- 
nection is  that,  compared  with  respect  to  the  par- 
ticulars stated  as  in  favor  of  the  opposite  plan,  it 
is  relatively  iiifei ill.  The  relative  disadvantage 
sustained  by  tl..  .»ui6i.le  connection,  by  reason  of 
.o.sii.e  oi  tue  cylinders,  will  be  readily  ad 
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mitted  to  be  but  UtUe,  «o  long  a«  the  cyliodocs  of 


inside-connected  engines  are  nearly  as  much  ex- 
posed. 

'  The  discussion  of  the  two  systems  is  therefore 
at  once  reduced  upon  a  single  point,  viz.  that  the 
inside  connection  runs  more  steadily  than  the  out- 
side connection.  It  is  believed  that  this  embraces 
all  the  advantages  claimed  for  inside  connections ; 
all  the  superior  economy  claimed  in  repairs  and 
in  the  action  upon  the  track,  being  contingent 
upon  this  distinction. 

The  outside  connection  being  thus  subject  to  the 
imputation  of  unsteadiness,  the  causes  which  pro- 
duce this  condition  must  be  analysed. 

There  is  a  palpable  cause  of  unsteadiness  in  all 
reciprocating  motions,  and  the  effect  is  proportion- 
al to  the  weight  and  velocity  of  the  disturbing 
parts.  In  respect  to  weight,  the  outside  connection 
has  the  least,  and  has  a  corresponding  advantage  ; 
besides  having  the  disturbing  action  confined  to 
the  plane  of  motion  of  the  wheel,  a  condition  the 
best  possible  for  perfect  counterbalancing. 

The  disturbance,  whatever  it  is,  due  to  apply- 
ing the  power  of  the  two  cylinders  at  distances  of 
from  six  to  eight  feet  apart  are  next  to  be  con- 
sidered. The  disturbing  action  is  not  exhibited 
at  the  driving  wheels,  and  for  two  reasons  :  first, 
the  adhesion  of  the  drivers  is  almost  always  in 
excess  of  the  steam  pressure  exerted  at  the  rim 
of  the  wheel ;  hence  the  drivers  could  not  exhibit 
any  impulse  imparted  to  them,  tending  to  disturb 
their  ordinary  motion,  as  the  resistence  exceeds  the 
disturbance ;  and,  second,  the  action  and  reaction 
of  the  steam  in  the  cylinder  are  equal,  and  hence 
a  strain  upon  the  driving  axle  in  one  direction  is 
balanced  by  a  corresponding  strain  in  the  other 
direction. 

The  disturbing  action,  such  as  it  is,  is  therefore 
exhibited  at  the  front  end  of  the  engine.  During 
the  times  when  the  pistons  are  both  moving  in  the 
same  direction  no  disturbance  occurs,  as  the  pres- 
sures are  equal  on  eac/i  side  of  the  engine.  While 
the  pistons  are  moving  in  opposite  directions  a 
tendency  to  sinuous  motion  is  developed  This 
tendency  is  opposed  by  the  inertia  of  several  tons 
of  the  weight  of  the  engine,  and  by  the  friction 
of  the  bearings  of  the  engine  upon  its  truck  and 
of  the  latter  upon  the  rails.  Whilo  the  tendency 
to  sinuous  motion  is  admitted,  it  is  sufficient  to 
say  that  in  practice,  it  is  not  manifested  to  an  ex- 
tent sufficient  to  condemn  the  arrangement  to 
which  it  is  due.  The  worst  cause  of  unsteadiness 
has  been,  until  lately,  the  unbalanced  momentnm 
of  the  reciprocating  machinery. 

This  consideration  affects  to  a  great  degree  the 
comparison  of  the  two  arrangements.  The  fact 
that  the  tendency,  attributed  to  the  outside  con- 
nection, is  restrained,  without  injury,  by  the  iner- 
tia and  rigidity  of  the  heavy  portions  of  the  en- 
gine, so  as  not  to  be  sensibly  manifested,  is  one 
which  rests  upon  uo  bypolbesis  but  is  confirmed 
in  practice.  ■  . '   %-■  -;  /y.7  .  oV:. .:' -.r 

It  is  seen  that  the  stability  of  an  outside  con- 
nected engine  must  depend  upon  the  inertia  of  a 
considerable  portion  of  the  weight  of  the  machine. 
It  is  then  of  consequence  that  the  fastenings  of 
the'cylindcrs  be  such  as  to  bring  the  strains  ex- 
erted within  them  directly  upon  the  stiffest  part 
of  the  front  end  of  the  engine.  The  Patersou 
plan  of  bolting  the  cylinders  by  wide  flanges  di- 
rectly to  a  stiff*  smoke  box  is  therefore  the  best, 
as  making  the  most  direct  and  most  secure  me- 


dium for  transmitting  and  absorbing  the  strains. 
The  strength  and  permanence  of  this  connection 
in  the  engines  of  the  New  Jersey  Locomotive  and 
Machine  Company  contrasts  strongly  with  tlio 
New  England  style  of  bolting  the  cylinders  only 
to  a  light  frame,  but  imperfectly  braced  to  the 
boiler.  ^ 

Another  circumstance  which  promotes  the  stea- 
diness of  the  outside  connection  is  the  modern 
plan  of  lengthening  the  entire  whin;!  base  of  the 
engine  as  well  as  the  spread  of  the  truck  wheels. 
By  adding  flanges  also  to  the  forward  drivers  the 
engine  runs  steadier,  besides«having  more  adhe- 
sion, and  wearing  the  tires  more  equally.  These 
modifications  would  not  promote  the  steadiness  of 
the  inside  connection  to  an  equal  extent,  as  they 
would  not  aiTect  the  same  causes  of  unsti^adiness. 

It  is  true  also  that  the  inclination  of  the  cylin- 
ders of  the  old  style  of  outside  connection  contri- 
butejd  to  make  them  unsteady.  At  one  time  il 
seen|ed  a  settled  feature  of  outside  connections 
that^hcy  should  have  inclined  cylinders,  but  in 
the  tnajority  of  cases  it  is  now  found  that  the  cy- 
lind(TS  can  be  placed  level,  or  so  little  out  of 
leve  as  not  to  disturb  the  steadiness  of  the  en- 
gine.  ' 

T  le  practical  result  of  the  matter  is  that  out- 
side, connected  engines,  with  properly  count«r- 
bal.-ficed  drivers,  level  cylinders,  strong  cylinder 
fastening,  well  .spread  trucks  and  with  flanges  on 
all  t|ie  wheels  run  as  steadily  as  any  inside  con- 
nections. Without  some  of  these  conditions,  the 
result  is  less  satisfactory.  But  the  general  result 
statf  d,  where  the  conditions  given  are  all  observ- 
ed i^  not  one  of  opinion  merely,  but  of  fact. 

S  )  far,  the  outside  connection  has  been  heard 
in  il  s  defence.  Now  let  us  reverse  the  line  of  ar- 
gunient  and  state  the  dcm-riis  of  the  inside  and 
the  peculiar  rueriis  of  the  outside  connection. 

F.rst :  the  era  «i- of  the  inside  connection  weighs 
twi<e  as  much  and  costs  S.300  more  than  the 
straight  driving  axle  of  the  outside  connection.  It 
has  also  much  greati'r  friction,  and  is  far  moitj 
liab  Ic  to  breakage.  The  cost  of  renewing  broken 
cranks  has  alone  changed  the  preference  of  the 
maiagcrs  of  the  Western  road  of  Massachusetts, 
as  V  'cll  as  of  other  roads,  from  the  inside  to  the 
ontiide  connection. 

S  econd :  the  weight  of  crank,  and  necessarily 
gre.  iter  relative  weight  of  the  connecting  rods, 
req  lircs  additional  weight  for  counterbalancing. 
Th«  least  balancing  an  engine  requires,  the  stca- 
diei  it  will  run;  as  balancing,  upon  the  ordinary 
plan,  does  not  remove  the  common  cause  of  un- 
stej  dincss  without  creating  a  new  cause,  which 
altl  ongh  not  felt  on  the  "footboard",  is  injurious 
to  I  he  tires. 

1  bird :  the  inside  connection  requires  a  rela- 
tive ly  greater  amount  of  room,  horizontally,  later- 
ally and  vertically.  It  limits  the  length  of  the 
furnace,  it  elevates  the  boiler  from  9  to  12  inches, 
and  it  crowds  the  machinery,  laterally,  to  a  very 
inconvenient  degree.  In  the  last  named  particu- 
lar especially,  a  narrow  gauge  engine  intended  to 
have  18  inch  cylinders,  if  arranged  upon  any  or- 
dinary plan,  could  not  have  its  working  machine- 
ry of  proper  strength. 

The  room  required  vertically  for  the  clearance 
of  tfce  crank,  places  the  boiler  from  9  to  12  inches 
higber,  not  only  giving  greater  tendency  to  roll, 
an4  making  longer  braces  and  steam  pipes  oeces- 
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sary,  but  it  cuts  off  just  so  much  from  the  length 
otherwise  attainable  with  a  given  height  of  brid- 
ges and  station  doors,  for  the  smoke  pipe.  Many 
of  tLi»  New  England  roads  have  chimnies  too 
.short  for  good  draught,  simply  b<'canHo  tliat,  witli 
fLeir  inside  connected  engine,  tliey  can  get  no 
more  room  under  their  bridges. 

The  limits  imposed  by  the  inside  connection  to 
tiie  size  and  arranf^emont  of  lieavy  engin»'s  prevents 
the  realization  of  the  bfucfits  whicli  could  o(ten 
be  attained  by  the  use  of  heavy  engines.  Tlure 
are  many  n)irior  advantages  whieh  are  contingent 
Ujion  these  eonsidemtions,  and  which  are  in  favor 
of  the  outside  connection  While,  leaving  out  the 
consideration  of  the  relative  sU'adiness,  first  dis- 
cu.ssed,  the  inside  airangement  lias  no  merils  not 
p»>a«»essed  in  an  equal  degrtHJ  by  the  outside. 

.Joiirnml  of  Railroad  l>air> 

t*UTION     CONSIOERKU    HKI.ATI VRI.Y. 

Willi  regard  to  accidents  occuring  upon  Rail- 
roads a  far  greater  degree  of  caution  is  demanded 
from  those  who  are  responsibly  employ(d  on  sue.li 
roads  than  from  travellers  or  mere  laborers.  The 
strictest  care  and  the  most  untiring  vigilance  are 
required  from  the  former.  The  latter  are  not 
bound  to  be  "wise  above  that  which  is  written"  in 
the  code  of  common  sense  and  in  the  placards  of 
Railroad  Companies. 

Hence  the  Supreme  Court  of  our  State  has  sus- 
tained a  party's  claim  for  damages  trom  a  Rail- 
road injury,  although  when  injured,  he  was,  with 
the  Conductors'  assent,  in  the  baggage  car,  and 
would  probably  have  escaped  injury  had  he  been 
in  his  appropriate  place;   a  passengers  car. 

lu  thr  ca.se  of  Tmig  vs.  Lancaster  and  otlier 
lately  tried  at  Sisi.  Priiis  before  Justice  Crowder 
in  England,  the  plaintiff  was  one  of  the  subordi- 
nate employees  of  the  Lancashire  &  Y.  R.  W.  Co., 
the  defendents  were  managers  of  a  mining  Com- 
pany having  a  privilegi^  on  the  Railroad,  the  plain- 
tiff was  employed  in  uncoupling  a  van  at  a  station 
distant  10  miles  from  Manchester,  when  defendants 
coa)  train  came  up  without  giving  the  usual  sign, 
and  so  injured  plaintiff  that  an  amputation  of  his 
band  became  necessary.  It  was  urged  for  defend- 
ants on  the  trial  there  were  not  enough  pointsmen 
on  the  road  to  indicate  to  the  defendents  the  ne- 
cessity ol  slackening  their  speed.  But  to  this  it 
was  replied  that  inasmuch  as  no  signals  of  safety 
were  displayed  at  the  station,  the  defendents  were 
not  authorized  to  approach  towards  it.  It  was  fur- 
ther objected  by  defendants  that  the  plaintitf  got 
off  the  van  on  the  wrong  side,  and  uncoupled  it 
with  his  foot  instead  of  his  hand,  and  thereby  con- 
tributed to  producing  the  injury  complained  of — 
But  the  Jud»c  was  of  opinion  that  all  things  con- 
sidered, the  plaintiff  had  exercised  a  reasonable 
degree  of  caution  and  was  entitled  to  recover. — 
Verdict  was  rendered  in  his  favor  for  JCIOO. 

DOES  A  RIGHT  OF  WAY  ACTHORtZE  THE  DEPOSIT  OP 
QOODS  AND  THE  CONSTRUCTION  OF  A  PRIVATE 
RAILROAD? 

Such  were  the  questions  lately  discussed  in  the 
rase  of  AppUlon  rs.  Pidlerton  decided  in  the 
Supi-rae  Judicial  Court  of  Mas.sachu. setts.  The 
plalutifts    iilleged  that  defeiidcuts    have  entered 

upon  the  preiuises  of  the  former,  broken  up  the 
soil  used  the  same  as  a  place  of  deposit  for  mer- 
chandize and  constructed  a  Railway  thereon. — 
The  place  on  which  the  alleged  trespass  occurred 
was  a  passageway,  cvl  de  sac,  in  the  rear  of  certaio 


ware  houses  of  which  defendent  has  a  lease  for  ten 
years,  and  as  such,  in  common  with  other  abuttors 
entitled  to  right  of  way  over  the  same  by  virtue 
of  the  following  clause  in  their  lease. 

"  It  is  mutually  agreed  between  the  same  par 
ties  that  the  said  passageway  shall  continue  open 
for  the  free  use  of  the  abuttors  on  said  passage 
way,  and  to  Ih)  u.sed  and  enjoyed  by  them  in  as 
full  a  manner  as  they  now  are,  and  heretofore  have 
been  used  and  enjoyed  "  The  plaintiff  was  the 
owner  in  fee  of  th«!  soil  of  the  pass;igeway.  Thf 
defendants  had  used  the  same  as  a  place  of  depos- 
it for  merchandize,  have  laid  a  Hooring  of  planks 
;»cross  the  passageway,  the  warehouses  occupied 
by  them  being  at  the  rear  of  the  passage,  from 
the  back  door  of  one  warehonsi;  to  that  «'f  the 
other,  and  laid  iron  tracks  or  rail  thereon,  to  fa- 
cilitate the  transfer  of  tlie  heavy  articles  in  which 
they  dealt,  being  iron  merchants,  from  one  ware- 
house to  the  other.  These  planks  and  rails  were 
at  first  laid  above  the  ground,  but  the  passageway 
was  subsequently  repaired  and  raised  by  plain- 
tiffs .so  that  they  were  when  the  a.'^tion  was  brought 
a  little  and  bu*  a  little  above  the  surface  Inlay- 
ing them  it  was  not  necessary  to  subvert  the  soil, 
but  they  were  laid  on  the  surface  and  remained 
there  permanently.  There  was  no  evidence 
that  such  use  had  been  made  of  thn  p'ace  either 
for  transit  or  deposit,  until  so  made  by  the  defend 
ants,  nor  did  it  apjtear  that  the  plaintiffs  had 
actually  been  damaged  thereby.  The  action  was 
brought  to  recover  damages  for  a  violation  of  the 
plaintiffs  right  io  laying  down  said  planks  and  rails 
and  using  the  passage  way  as  a  place  of  deposit 
for  their  goods. 

The  Supreme  Court  held  that  the  above  cited 
words  of  the  lease  did  not  prevent  the  defendants 
from  having  a  full  right  of  way  for  all  purposes, 
with,  (ill  improvements,  not  only  in  the  maoner  be- 
fore used,  but  in  any  other  manner  of  using  the 
same  right ;  that  the  words  quoted,  if  they  had 
any  operation,  were  intended  to  eidarge  not  to  re- 
strict the  right  reserved  by  the  general  terms,  for 
example,  if  it  had  been  a  mere  surface  of  the  earth 
it  might  be  improved  by  macadamizing,  paving 
or  planking,  being  limited  to  the  use  of  the  same 
right  in  a  manner  mure  beneficial  to  those  having 
the  common  right ;  and  that  this  was  the  proper 
construction  of  the  reservation. 

It  was  properly  a  question  for  the  jury  to  de- 
termine, whether  from  the  evidence  the  laying 
down  by  defendant  a  Railway  for  his  own  benefit 
an  I  at  his  own  cost,  although  not  detrimental  to 
others,  was  a  use  of  the  said,  for  a  distinct  purpose 
beyond  that  of  the  right  of  wav .  If  so,  it  would 
be  adverse  to  plaintiff's  rights.  Keeping  the  rail- 
way there  20  years  would  have  given  defendants  a 
right  to  continue  it,  hence  plaintiff* should,  if  like- 
ly to  be  prejudiced,  be  allowed  to  vindicate  his 
right  by  action. 

But  if  laying  down  the  railway  was  no  new  use 
of  the  sai4i,  but  only  an  improvement  for  the  pur- 
pose of  convenience  not  injurious  to  any  one,  it 
was  within  the  right  of  way  reserved  to  the  abut- 
tors and  perfectly  consistent  with  plaintiffs  rights. 
And  it  was  further  held  that  a  right  of  way  to  a 
warehouse  would  authorize  the  tenant  to  place 
goods  brought  to  a  warehouse  on  the  ground  and 

keep  them  a  reasonable  time  for  the  purpose  of 
putting  them  in  the  store ;  and  to  do  likewise  in 
respect  to  goods  to  be  carried  from  the  ware- 
hoaae. 


Mississippi  and  Tenaissse*  Railroad. 

This  important  road,  uniting  Memphis  with 
Grenada,  Miss.,  and  thence  by  direct  extensions  to 
Ni  "  Orleans  and  Mobile,  is  about  to  be  let  to  con- 
tract. The  located  line  l)etween  Memphis  and 
Qrenada  is  97  miles  in  length,  or  but  3)^  miles 
greater  than  a  ri,^htline.  The  axis  of  this  road,  if 
prolonged,  wou'd  bisect  a  straight  railroad  line 
from  Mobile  to  New  Orleans,  and  it  may  tlu-refore 
be  regarded  as  tlu!  trunk  line  for  trade  and  travel 
going  south  of  Mem[)his.  To  tlie  extent  therefi>re 
towhlch  direct  and  favorably  griuled  railroads  can 
comiH^te  with  rivers,  this  road  will  compete,  for 
its  business,  with  the  Mississippi. 
,.  The  direct  connections  of  this  road  now  construc- 
ting are  the  Mississippi  Central  from  Grenada  to 
Canton,  Mi.ss  ,  and  thence  by  the  Great  Northern 
road  to  New  Orleans  ;  and  also  from  Grenada  to 
the  Mobile  and  Ohio  road,  and  thence  to  Mobile. 

So  much  for  the  terminal  relations  of  the  road. 
Locally,  eight  counties,  De  Sota,  Panola,  Tallahat- 
chie, La  Fayette  Yallobusha,  Choctaw,  Carroll  and 
Chickasaw,  will  be  directly  tribuUiry  to  the  road  in 
Mississippi.  These  counties,  twenty-five  years 
a^o  in  the  possession  of  the  Choctaw  and  Chick- 
asaw Indians,  have  now  an  aggregate  population  of 
more  than  120,000  inhabitants,  producing  100,000 
bales  of  cotton,  and  five  million  bushels  of  coin 
annually.  The  road  runs  for  but  9%  miles  in 
Tennessee,  from  the  State  line  to  Memphis  It 
cro.sses  the  Tallahatchie  river  below  the  head  of 
steamboat  navigation,  and  reaches  Grenada,  which 
is  at  the  head  of  the  i^teamboat  navigation  of  the 
Yazoo,  and  is  consequently  the  focal  point  for  the 
products  of  a  considerable  territory. 

The  line  of  the  road  is  favorable  as  to  curves, 
having  not  less  than  1,910  feet  radius,  and  having 
an  average  of  but  14  degrees  of  curvature  per 
mile.  The  grades  are  not  severe,  the  maximum 
being  of  47}.^  feet  per  mile,  while  two-thirds  of 
the  located  line  are  literally  level. 

The  engineer,  Minor  Merriwether,  Esq.,  in  an 
able  report  just  received,  estimates  the  entire  cost 
of  the  road,  equipped  for  a  permanent  business  at 
S2,000,000,  or  $20,460  per  mile.  By  commencing 
however  with  a  partial  equipment,  and  by  the  use 
of  wooden  structures  instead  of  brick  work,  at 
several  stations,  the  cost  need  not  exceed  $1,700,- 
000. 

The  resources  of  the  company  np  to  the  date  of 
the  report  are  as  follows. 

Individual  subscription $534,700 

Memphis  City  subscription i:A0,lH)0 

State    bonds   of  Tennessee   $10,000   per 
miles  for  9^  miles 97,600 


ToUl  present  means $882,200 

9  per  cent,  only  of  the  stock  had  been  called  io 
at  the  date  of  the  report, — June  20,  1 864. 

The  amount  now  available  it  is  expected  will 
grade  and  iron  nearly  60  miles  of  road,  doing  all 
the  grading  and  finishing  very  nearly  all  of  the 
rails.  The  Memphis  city  subscription  and  State 
Bonds  are  pledged  to  be  expended  for  iron.  In 
the  mean  time  additional  subscriptions  are  relied 
on.  A  few  words  will  state  the  basis  of  the  com- 
pany's faith  in  this  prospect.  Large  majorities  in 
Panola  and  De  Soto  counties  voted  j$400,000  of 
county  subscriptions,  payable  by  tax ;  and  not- 
withstanding the  validity  of  such  a  tax  was  sus- 
tained by  the  courts,  the  company  had  the  confi- 
dence in  the  popularity  of  tbeir  enterprise  U>  re- 
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liDqaish  this  gubscription,  only  as  havin"  caused 
opposition  to  the  payment  of  the  tax  by  those  who 
weie  otherwise  friendly  tu  th-.-  iu;i«i.  Since  re- 
turning this  subscription  the  company  have  re- 
ceived nearly  the  whole  amuunt  from  individuals 
composing  the  counties  upon  which  it  was  assess- 
ed. 

The  contract:)  for  the  grading  of  17  miles  have 
been  closed,  and  the  contriictors  are  making  pre- 
parations for  commencing  the  work,  which  is  to 
be  completed  by  the  1st  of  July,  1855  ;  and  a  ver- 
bal contract  has  been  enttred  into  for  18  miles 
more,  which  will  be  closed  u^  suun  ai>  the  notes  of 
location  aie  propartd.  Contracts  have  been 
closed  lor  the  trestle  work  on  lU  iii.->t  37  milts 
oat  of  Memphis,  and  for  the  masonry  of  the  first  5 
miles.  All  of  these  contracts,  Willi  the  exception 
of  bridging,  have  been  taken  by  plan/crs. 

It  is  probable  that  this  company  may  find  it  ex- 
pedient to  issue  an  amount  of  bonds,  equal  to  one- 
third  of  the  cost  of  their  road ;  in  which  event  we 
should  anticipate  a  ready  sale,  when  the  money 
market  shall  becomo  easier  Tho  substantial  re- 
sources of  the  enterprise,  and  the  economy  which 
promises  to  characterize  its  operations,  will,  if  not 
abused  or  relaxed,  form  an  ample  security  for  any 
indebtedness  the  company  will  be  likely  to  incur. 

The  offici'H  of  the  Mississippi  and  Tennessee  rail- 
road are  at  Memphis,  Tenn. 


Eaaton,  Pa. 

The  Philadelphia  News  gives  an  interesting  de- 
scription of  Eastoo,  and  of  the  important  railroad 
improvements  centering  there.  This  town,  now 
containing  nearly  10,(K)0  inhabitants,  sustaining 
extensive  business  relations  with  New  York,  is  not 
known  in  proportion  to  its  importance,  by  many 
of  those  interested  in  a  very  extensive  system  of 
roads  in  which  £a^ton  will  be  a  first-clai>s  point. 
The  fact  is  that  Easton  has  laid  too  long  off  of  the 
main  routes  of  travel.  There  is  a  probability 
that  it  may  yet  become  a  large  wayside  city  on 
the   direct   rou'u   from    New  York    to  Cincinnati. 

The  Naws  says  of  Easten  that  it  is  in  the  immedi- 
ate vicinity  of  the  Delaware  Water  Gap  in  one  di- 
rection, and  the  t>eautiful  town  of  Bethlehem  in 
another,  and  is  surrounded  by  a  country  not  only 
rich  and  rare  in  its  deposits  of  mineral  wealth, 
but  abi^unding  in  scenery  of  the  most  beautiful 
and  picturesque  description.  As  a  business  place, 
it  is  not  only  of  great  importance,  but  seems  re- 
cently to  have  received  an  im|H'tus  which  is  likely 
to  secure  for  it  a  destiny  equal  to  any  of  the  in- 
land localities  of  the  Stat*-.  Located  within  sixty- 
five  miles  of  our  own  city,  it  is,  however,  most 
surprising  that  its  business  relations  and  trade 
have  iHjen  mostly  with  our  rival  city  of  New  Y'ork. 
At  Easton  the  Lehigh  Company's  canal  has  its  ter- 
mini, where  the  trade  from  it  enters  u|K)n  the  De- 
laware Division  of  the  Pennsylvania  Canal.  Con- 
nected with  this  work,  is  tho  feeder  of  the  Dela- 
ware and  Raritan  Canal,  which  is  entered  by  an 
outlet  lock  at  Wellsville,  from  whence  a  portion  of 
the  trade  of  the  Delaware  division  is  diverted 
through  tho  Delaware  and  Raritan  Canal  to  New 
York.  At  Easton  also  commences  the  Morris 
Canal,  running  through  tho  State  of  New  Jersey, 
and  having  its  terminus  at  Newark,  from  whence 
its  trado  is  j^transported  through  Newark  Bay  to 
New  York  also. 

Id  addition  to  these  works  leading  to  New  York, 
there  is  the  New  Jersey  Central  Railroad,  now  in 
operation,  and  extending  to  Elizabethtown,  a  dis- 
tance of  75  miles,  where  it  connects  with  the  New 
Jersey  Railroad  to  Jersey  City.  There  is  also, 
now  in  operation,  the  Belvidere  Delaware  Road, 
extending  from  Easton  to  Trenton,  fifty  miles, 
where  passeogers  and  freight  are  taken  either  to 


New  York  or  Philadelphia.  The  Lehigh  Valley 
Railroad,  now  in  the  course  of  construction,  is 
rapidly  progressing  to  completion,  and  is  being 
built  with  a  view  to  connect  with  the  New  Jersey 
Central  and  the  Belvidere  Delaware  roads,  both  of 
which  will  be  made  in  the  immediate  vicinity  of 
the  town.  For  the  purpose  of  making  these  con- 
nections a  bridge  of  immense  height  is  now  being 
constructed  across  the  Delaware  at  Easton,  on 
which  the  track  of  both  roads  will  be  laid— that 
of  the  New  Jer.sey  Central  crossing  at  an  elevation 
of  some  thirty  leet  above  the  Belvidere  Road, 
and  both  occu[»yiug  the  same  structure.  This 
bridge  presents  in  its  present  state,  the  evidences 
of  immense  labor  and  skill,  and  is  being  construct- 
ed for  the  Lehigh  Valley  Company  by  Messrs.  W. 
A.  Atwood  &  Co.,  whose  reputation  as  bridge 
builders  and  constructors  of  heavy  masonry,  is 
being  widely  spread  throughout  the  country. 

At  Ea.ston,  there  will  also  be,  in  a  comparative- 
ly short  time,  connections  by  railroad  with  Wil- 
liamspoit  and  Catawi.ssa  on  the  one  side,  and 
Scrauton  and  the  New  York  and  Erie  Road  on  the 
other,  which,  added  to  the  collateral  connections 
consequent  on  those  already  named  cannot  fail  to 
render  the  place  one  of  the  most  important  in  the 
State. 


Knilways    In  Great  Britain. 

The  London  Tmus  presents  the  following   ab 
stract  of  the  report  upon   the  Railways  of  Great 
Britain  for  IS-'i?,  presented  to  the  Board  of  trade. 

The  length  of  railway  opened  previously  to  De- 
cember, 1843,  was  2,03G  miles.  Tho  length  oiycn- 
ed  in  the  year  1841  was  2  i4  miles;  in  1845,  296 
miles  ;  in  1846,  6U(i  miles ;  in  1847,  803  miles  :  in 
1848,  1,182  miles;  in  1849,  869  miles:  in  1850, 
625  miles  ;  in  1851,  269  miles;  in  1852,  446  mile.s; 
and  in  1863,  350  miles,  making  the  total  length 
then  opened,  7,686  miles;  of  which  5,818  miles 
are  in  England,  996  in  Scotland,  and  843  miles  in 
Ireland.  The  length  of  the  narrow  gauge  railway, 
including  the  Irish  gauge  of  5i  feet,  is  6,065  miles 
of  the  broad  gauge  626  miles,  and  of  the  mixed 
gauge  95  miles.  The  numlKT  of  railway  compan- 
ies having  single  lines  of  railway  at  th<^  end  of 
1853,  was  97;  the  length  of  single  narrow  gauge 
lines,  including  the  Irish  gauge,  1,543  miles:  of 
broad  gauge  112  miles,  and  of  mixed  gauge  53 
miles — 1,708  miles  ;  of  which  1,135  miles  of  single 
line  ar>'  in  England,  132  miles  in  Scotland,  and 
441  miles  in  Ireland.  The  length  of  single  line 
open  at  the  end  of  1852  was  1,485  miles,  and 
of  1851,  1,307  miles.  A  single  line  of  railway  can- 
not be  worked  with  safety  except  under  special  re 
gulations,  so  framed  as  to  prevent  the  possibility 
of  engines  or  trains,  moving  in  opposite  directions 
from  meeting  on  the  single  line.  Such  regulations 
are,  however,  inconsistent  with  a  largo  amount  of 
traific 

The  amount  of  capital  invested  in  railways  at 
tho  end  of  1852  was  £264,165,680,  of  which  £161 
400,256  consisted  of  ordinary  capital,  £38,700,755 
of  preference  capital,  ami  £64,0tJ4,668  of  loans. — 
The  amount  of  capital  raised  for  railway  purposes 
in  1849  was  £29,574,720;  in  1850,  £10,522,967; 
in  1851,  £7,970,151,  and  in  1852,  £16,398,993; 
thus  increasing  the  amount  invested  in  railways 
at  the  end  of  1849  from  £229,747.779  to  £264,165- 
680  at  the  end  of  1852.  Tho  amount  of  money 
which  was  raised  by  railway  companies  during 
1863  has  not  yet  been  returned  to  Parliament,  but 
it  may  be  assumed  not  to  have  been  less  than  that 
raised  during  1852,  and  it  is  therefore  probable 
that  tho  whole  sum  raised  by  railway  companies 
to  the  end  of  1853  is  not  less  than  £281,000,000, 
of  which  about  £42,000,000  may  be  assumed  to 
have  been  preferential  capital,  and  nearly  £70,- 
000,000  would  appear  to  have  been  borrowed  on 
the  security  of  the  undertakings. 

The  number  of  miles  of  railway  in  course  of  con- 
struction on  th«  30th  of  June,  1863,  was  682  miles, 
and  the  number  of  men  employed  on  them  was 
37,764.  The  number  of  miles  open  for  traflSc  at 
that  date  was  7,512,  and  the  number  of  men  em- 
ployed 80,409.    The  number  of  men  employed  on 


railways  open  for|tra(fic  was  9.5  i>er  mile  in  1852, 
and  10.7   per  mil^  in  1853. 

The  total  number  of  passengers  conveyed  on 
railways  in  the  United  Kingdom  in  the  year  1853 
amounted  to  10J!,286,660 ;  the  number  in  1862 
had  been  89,136,729.  The  toUl  receipts  from  all 
sources  of  traffic  Itmounted  in  1853  to  £18,036,879, 
and  \u  1862  to £lb,7 10,554. 

iih\  England  the! mean  It-nglh  of  line  u|H;n  during 
the  year  has  beenj  increased  from  4,3-'>5  miles  in 
1849  to  6,730  milbs  in  1853  ,  and  tin  total  nunibtr 
of  pas.sengers  conjv«yed  has  inci'  xs'.  d  from  49,879- 
362  in  1849to84,j:i2,961  in  1853,  Wn»  an  increase 
of  from  11,450  per  mile  in  1849  to  14,695  per  mile 
in  1853.  The  iijumber.s  tonviycd  of  each  class 
bear  very  near  tlilesame  relative  proportion  to  each 
other  in  each  \e;ir.  In  1853  number  of  first-class 
was  12  76  per  ce^t.,  the  rmmber  of  :<-cond-cla.ss 
was  37.8  per  cenfj.,  and  the  number  ol  third-class 
49  42  per  cent,  of] the  whole  numlnn  carried.  The 
receipts  from  pasi>engcrs  have  increased  from  £6,- 
446,518  in  1849  tb  7,326,106  in  1803,  1h  ing  an  in- 
crease o<  from  £1,255  i»er  mile  to  £1,279  |kt  mile 
(the  amount  receivtid  during  1851  having  amount- 
ed to  £1,3.30  peif  mile).  The  receipts  jx-r  mile 
from  each"c1ass  iik  1849  wen-,  first-class  £606,  se- 
cond-class £518,  third  class,  £331,  in  1853  the  re- 
ceipts per  mile  hAd  diminished  on  tho  first  and  se- 
cond class  to  £40(3  and  £474  resj)ectiv«*ly,  and  had 
increased  from  £11,750,604  in  1849,  to  £H,I12,477 
in  1853  being  an  [increase  of  from  £1,090  per  mile 
in  1849,  to  £1,41^  I)er  mile,  in  1R53  ;  and  while 
the  receipts  from  passsengers,  in  1840,  were  lager 
than  the  receipts  )from  gtn»ds  ia  the  proportion  erf 
53  42  to  46  58;  ill  1853  the  contrary  was  U»e  case 
— viz  ,  the  per  cepthgc  of  the  pjissengrr  traffic  was 
47  45,  and  of  the  Igoods  traffic.  52  65.  In  Scotland 
the  progress  of  traffic  has  iK-en  similar.  The  mean 
length  of  railway  ;in  Scotland  0|»en  during  the  year 
has  iucreaseil  froiii  7'.<5  miles,  op«'n  in  1849.  to  987 
miles  open  in  1853.  The  number  of  pa.s.si*nger8 
conveyed  in  1849  amounted  to  7,9l»2,228,  jn»d  in 
1863  to  10,999,22|I  which  repre»cnlK9,'.«93|:K;r  r  de 
In  1849,  against  11,246  ymr  mile  in  185 ',  Th^  re- 
ceipts of  pa.sseng^rs  incn'ase<l  from  £540,770  to 
£697,712;  or  froii  £680  p..' r  mile  in  1849,  to  £713 
\ter  mile  in  18531  The  rect  jpts  from  first-class 
paH-sengers  were  £181  per  mile,  for  second-class 
£179  |>er  mile,  Mid  from  third  class  passengers, 
£345  per  mil«»,  m  1853.  The  amount  received 
from  goods  in  1849  was  £650,610,  and  in  1853  it 
was  £1,068,016,  Representing  £S18J  p<-r  mile,  in 
)75  |>er  mile  in  1853  The  lela- 
the  two  dercriplions  of  traffic 
engi-rtiatHc  45  <,  and  r.462; 
;ipts  from  goods  ti atfic  aniount- 
d  to  »W  48per  c^nt.  of  the  wh(»le  traffic.  In  Ire- 
land, the  m«';in  lefigth  of  railway  open  in  the  year 
1819  was  428  mil<»s,  and  in  the  year  1S53  it  was 
771  miles.  The  ^>tal  numlK^r  of  passenger-s  con- 
veye<l  in  1849  aibounteil  to  0,059,974  or  14,142  per 
mile;  and  in  185^  it  amount(>d  7,071,475,  or  9,- 
175  per  mile.  The  receipts  from  passengers  have 
increased  from  £290,64)4,  i  i  1819  U»  £5;J7.250  in 
1853;  the  re«:eipt8  |M.'r  uiilo  having  Inn-n  £688  in 
1849  and  £696  in  1853.  The  receipts  from  go.>ds 
amounted  in  1849,  to  £127,402,  and  in  1863  to 
£•294,310,  ar  £297  p«-r  mile  in  1849.  and  £:%<7  inr 
mile  in  1853.  The  relative  pr«>poriion  of  receipts 
from  the  two  classes  of  traffic  was  in  1849  t»S-51 
per  cent  from  pa.s.senger8,  and  30'49  |>er  cent,  from 
goods,  and  iu  1853  it  was  6462  from  passengers, 
and  3668  from  goods.  Since  the  year  1849,  while 
the  numl>er  of  miles  in  the  united  kingdom  had 
increased  34  iier  cent ,  the  numlH-r  of  passengers 
had  incrcase(l  69  per  cent,  the  receipts  from  pas- 
sengers 36  per  cent,,  from  goods  71  \)e.T  cent.,  and 
the  total  receipts  had  increased  53  p«T  cent,  or 
from  £5,115  per  mile  in  1849,  to  £2,407  per  mile 
in  1853.  The  proportionate  increase  in  the  num- 
ber of  the  lower  class  of  passengers  conveyed  by 
railway  is  greater  that  that  of  other  classes,  and 
the  proportion  which  the  receipts  from  that  class 
bear  to  the  receipts  from  other  classes  is  grcau-r 
for  1853  that  it  was  for  1849.  The  receipts  fVom 
goods  are  also  largely  increasing,  and  they  bear 
every  year  an  increasing  proportion  to  passeoger 
traflSc, 
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liars*  I<o«d  for  a  Frelgr.t  Engine. 

During  the  last  year  Mess.  Rogers,  Eetcbum 
and  Grosvenor  built  two  freight  engines  of  an  orig- 
inal design  for  the  Buffalo  and  State  Line  Rail- 
road. These  engines  had  all  their  weight  on  their 
drivers,  six  in  number ;  had  level  cylinders ;  out- 
side connection ;  a  moderate  length  of  wheel  base, 
and  it  was  intended  on  both  of  them  to  use  the 
cast  iron  chilled  slip  tire.  For  one  of  the  engines 
the  chilled  tires  could  not  be  had  in  season,  and 
wrought  tires  were  used.  All  the  features  of  this 
design  w^ere  calculated,  when  combined,  to  pro- 
duce an  engine  of  great  efficiency.  The  engines 
were  completed  and  put  to  running,  and  during 
the  period  ot  their  operation  have  earned  the  re- 
putation of  being  the  best  and  most  effective 
freight  engines,  every  way,  upon  the  entire  line  of 
roads  around  the  lake  shore.  The  diameter  of 
cylinder  of  these  engines  is  16  inches,  length  of 
stroke  22  inches,  and  diameter  of  drivers  56  in- 
ches for  the  "Vulcan,"  and  54  inches  for  the 
"  Vesuvius." 

In  an  Erie  and  in  a  Buffalo  paper  we  have  noticed 
accounts  of  recent  performances  of  these  engines 
which  are  worth  publishing  as  showing  the  effi- 
ciency of  the  model  which  we  have  so  ollen  advo- 
cated as  proper  for  all  freight  roads. 

I  he  Erie   CimstUulion  of    August  23d — says, 


tractive  power  of  engines  is  inversely  as  the  size 
of  the  drivers. 

We  are  quite  convinced  that  the  style  of  freight 
engine  so  successfully  brought  into  use  by  the 
State  Line  Railroad  will  become  generally  popu- 
lar. The  particular  engines  referred  to,  and  which 
have  done  Mess.  Rogers,  Ketchum  and  Grosvenor 
so  much  credit,  are  described  as  being  very  steady 
on  the  track,  and  as  being  the  easiest  on  airves  of 
any  engines  on  the  road.  The  engines  are  also  of 
extremely  simple  construction  aid  are  conse- 
quently very  economical  for  repairs. 

Simplicity,  durability,  steadiness  and  efficiency 
are  the  most  desirable  qualities  for  all  engines 
resulting  as  is  always  the  case  in  superior  econo- 
my. 


Tli«  Blae  tlldge  Railroad  of  iiontli  Carolina. 

Mr.  WiusmilU  of  the  Soath  Carolina  Legislature 
in  a  speech,  delivered  before  that  body,  in  Decem- 
ber 1853,  opposed  the  subscription,  on  the  part  of 
the  State,  of  $750,000  t©tbe  Blue  Ridge  Railroad. 
We  have  looked  upon  this  road,  all  along,  as  being 
for  a  South  Carolina  scheme,  too  near  the  border 
of  the  State,  ani  perhaps  with  the  s.-xme  view  Mr. 
Winsmith  thus  opposed  the  subscription  asked. — 
But  we  have  no  doubt  of  its  ultimate  construction. 


And,  still  further,  we  are  convinced    that  the  di- 
The  Engino  "  Vulcan'  took  out  of  this  city  eastjrect  route  through  Ashville  and  the  French  Broad 
train  of  46  cars  loaded  with|"^'e'"  valley   will   also   be  built,— the  route     ad- 
vocated by  Mr.   Winsmith.     The  Greenville  and 


on  Thursday  last  a 

freight  and  live  stock,  being  an  aggregate  of  about 
450  tons,  the  largest  and  heaviest  train  ever  sent 
from  this  point.  She  went  through  in  time.  The 
"  Vulcan'  is  from  the  works  of  Messrs.  Rogers 
Ketchum  and  Grosvenor,  Paterson,  N.  J.  of 
about  medium  size,  and  is  in  her  line  a  perfect 
model  of  strength.  Her  mate,  the  "  Vesuvius"  is 
from  the  same  works  and  of  the  same  capacity." 
Another  very  fair  load— The  Buffalo  Commercial 
of  Tuesday  last  says  "  the  State  Line  Railroad 
brought  over  their  track  from  Erie  last  evening, 
715  head  of  cattle.  Of  these  221  were  left  at  Dun- 
kirk and  493  come  through  to  Buffalo  the  train 
consisted  of  44  cars  and  was  drawn  by  the  "  Ves- 
uvius." 

This  we  think  is  doing  pretty  well,  the  "  Vul- 
can" has  chilled  tires  and  the  "  Vesuvius"  wrought 
iron  tires. 

These  trains  were  taken  over  grades  of  40  to  45 
feet  per  mile,  a  circumstance  which  largely  in- 
creased the  efltctive  duty  of  the  engines. 

We  are  much  pleased  with  the  performances  of 
these  enginco,  as  affording  the  best  illustrations  of 
the  value  of  the  identical  arrangements  which  we 
have  so  often  urgttl  for  the  proper  adaptation  of  lo- 
comotive power,  it  is  sufficient  to  say  that  the  oldN. 
England  plan,  having  inside  cuuu^ction;  16  by  20 
inch  cylinder,  4'^  feet  wheels  and  a  Iriuk,  would 
bo  from  15  to  25  eight  wheel  cars  upon  a  45  feet 
grade. 

The  efficiency  of  the  chilled  tires  is  seen  in  the 
fact  ihat  great  as  was  tho  load  of  the  "  Vesuvius" 
with  wrought  tires,  the"  Vulcan"  with  chilled  tires 
drew  two  more  cars,  or  46  cars  in  all,  the  largest 
load  ever  drawn  by  one  engino  over  the  road. — 
Both  engines  were  of  identical  construction  with 
the  exception  of  tho  tires,  and  the  difference  of  2 
inches  in  the  diameter  of  the  drivers :  The  "  Vul- 
can" which  took  the  largest  train,  having  WmUirg- 
est  drivers,  a  fact  which  still  further  shows  the  ef- 
ficiency of  the    chilled   tires ;  inasmuch  as  the 


Columbia  road  is  prepared  to  meet  both  roads  ov- 
er the  mountains.  The  North  Carolina  Central, 
East  Tennessee  and  Georgia,  Spartanburg  and 
Union  roads,  and  roads  running  from  tho  North 
Carolina  Central  to  Norfolk, — the  city  of  Colum- 
bia too,  are  ail  interested  in  the  construction  of 
the  Ashville  road.  We  do  not  believe  the  con- 
struction of  the  road  through  Rabun  Gap  will />;e- 
venl  that  of  the  direct  route  for  Charleston,  via 
Ashville.  Were  but  one  road  to  be  built,  we  think 
South  Carolinans  generally  would  choose  the  lat- 
ter. It  would  be  only  the  moneyed  interest  held 
by  the  State  in  the  stock  of  the  South  Carolina 
road  that  could  divert  a  preference  from  this  to 
the  Rabun  Gap  route.  Anderson,  on  the  shortest 
line,  would  be  no  nearer  Charleston  than  Savan- 
nah ;  while  the  "  cut  off"  proposed  to  be  built  by 
the  Greenville  and  Columbia  road  from  that  point 
to  the  South  Carolina  road  at  Aiken,  would  leave 
nf'arly  the  whole  State  to  the  North.  It  would 
throw  Columbia,  and  the  extended  system  of  rail- 
roads centering  there,  off  lAe  route. 

In  Mr.  Winsmith's  speech  ho  says: 

By  an  examination  of  the  surveys  of  the  old 
Louisville,  Cincinnati  and  Charleston  Railroad 
Company,  wc  will  find  that  a  railroad  route  has  al 
ready  been  surveyed,  having  all  the  desirable  con- 
siderations which  I  have  already  adverted  to.  And 
although  combinations  of  untoward  circumstances 
have  heretofore  prevented  the  accomplishment  of 
this  great  design,  yet,  sir,  from  each  terminus, 
that  line  is  rapidly  filling  up.  From  Charleston, 
the  road  is  already  built  to  Columbia,  and  is  in 
progress  of  completion  to  Spartanburg,  C.  II. — 
From  Cincinnati  it  is  stretching  out  South  very 
fast,  and  will  soon  be  completed  as  far  as  Enox- 
ville,  Tennessee,  leaving  only  tho  short  gap  from 
Knoxville  to  Spartanburg,  C.  H.,  to  c>e  filled  up. — 
The  survey  maide  by  order  of  the  old  Louisville, 
Cincinnati  and  Chai  lesion  Railroad  Company  is 
equal  in  point  of  accuracy  to  any,  I  have  no  doubt, 
that  has  been  aiade  by  any  company  in  this  State. 
There  were,  at  that  time,  no  rival  routes  or  rival 
companies.     The  engineers  were  directed  to  ascer- 


tain the  most  eligible  location  for  a  railroad  to 
connect  the  city  of  Charleston  with  Cincinnati  and 
the  great  West.  They  examined  carefully  the 
whole  mountain  range,  and  decided  unanimously 
that  the  Butt  mountain  Gap  was  the  most  suitable 
point  to  cross  the  Blue  Ridge,  and  that  the  route 
leading  to  and  from  that  gap  was  preferable  to  any 
other — that  no  tunnel  was  required,  and  that  you 
could  cross  the  mountain  with  an  ascending  and 
descending  grade  not  exceeding  about  forty  feet 
to  the  mile.  The  distance  of  railroad  to  connect 
Charleston  with  the  West  by  this  route  is  about 
fifty  miles  less  than  by  the  Rabun  Gap  route.  It 
passes  through  a  central  portion  of  the  State  by 
Columbia  to  Charleston.  It  will  not  cost  more 
than  half  as  much  to  complete  the  connection  by 
Ibis  route  as  by  the  Rabun  Gap.  ;,,  ;^=f,  ..- 

Instltutloiiit  for  EnglucerinK  Instrnctlon. 

To  master  a  profession  one  must  acquire  a 
knowledge  oiprincifles.  This  truth  is  so  evident 
in  its  application  to  all  mental  training  that  it 
does  not  require  to  be  enforced  beyond  assertion. 
Routine  is  the  education  of  a  trade,  and  one  in 
which  principles  are  so  seldom  recognized  as  of- 
ten to  be  entirely  overlooked.  lu  Engineering, 
therefore,  which  has  so  well  recognized  claims  as 
a  noble  profession,  the  study  of  principles  is  a 
leading  requisite  for  success. 

Our  practical  engineers  are  mostly  office  gra- 
duates, but  whose  opportunities  for  instruction  have 
been  shaped  more  by  ttumselces  than  by  the  set- 
tled routine  of  their  apprenticeship.  Imitation, 
with  most  minds,  is  so  much  stronger  the  Percep- 
tion, that  the  separation  of  principles  from  prac- 
tice becomes  a  slow  process.  It  requires  a  fortu- 
nate and  rare  quality  of  mind  to  become  eminent 
as  an  engineer,  even  if  under  constant  practical 
training.  f 

We  are  pleased  therefore  to  see  increasing  fa- 
cilities for  the  study  of  engineering.  Systematic 
instruction  is  better  than  "picked  up"  attain- 
ments. 

Nearly  all  the  European  governments  have  es- 
tablished national  polytechnic  schools.  In  our 
own  country,  however,  it  is  a  credit  rather  than  a 
reproach,  that  we  are  independent  of  government 
patronage ;  (at  least  in  matters  naturally  unasso- 
ciated  with  government.)  Competition  in  leaching 
and  in  learning  makes  better  teachers  and  learn- 
ers than  a  monopoly  of  instruction,  and  an  "  over 
issue"  of  diplomas. 

The  principles  o^  Engineering  are  now  taught 
in  a  number  of  well  regulated  institutions  in  dif- 
ferent parts  of  the  country. 

The  Lawrence  Scientific  School,  under  the  man- 
agement of  the  Trustees  of  Harvard  University, 
of  Cambridge,  Mass.,  has  for  several  years  fur- 
nished to  young  men  full  instruction  in  Civil  and 
Mining  Engineering,  Mathematics,  Chemistry,  Ge- 
ology and  kindred  sciences.  This  institution 
comprises  the  best  resources  of  oral  and  written 
instruciion,  having  nine  distinct  professorships  fil- 
led by  gentlemen  of  the  highest  talent,  and  hav- 
ing valuable  libraries  and  apparatus  in  all  the  de- 
partments of  the  academic  course. 

Tho  Polytechnic  College  of  the  Slate  of  Penn- 
sylvania, chartered  in  1853,  also  offers  a  course  of 
technical  instruction,  similar  to  that  pursued  in 
the  oldest  institntions  of  Europe.  This  institu- 
tion is  established  in  Philadelphia,  and  is  under 
the  gem  ral  management  of  a  board  of  Trustees, 
whose  head  is  Matthew  Newkirk,  Esq. 

The  Renssellaer  Polytechnic  Institute,  of  Troy 
N.  y.  under  the  directory  of  B.  Franklin  Greene, 
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Esq.,  ofieis  ful!  instruction  ia  the  elementa  and 
practice  of  Architecture,  and  in  Railway,  Hydraul- 
ic, Topogi  aphical  and  Mining  Engineering. 

The  Engineers  and  Mechanics  College  of  Cleve- 
land, Ohio,  also,  under  the  management  of  E.  Nu- 
gent, Esq.,  has  been  established  daring  the  pres- 
ent year  to  alTord  to  young  men  theoretical  and 
practical  instruction  in  Civil  Engineering  and  Ar- 
chitecture, as  well  as  in  Mathematics,  Drawing, 
and  Penmanship. 

All  of  these  institutions  are  entitled  to  popular 

<ui>port,  as  they  all  possess  abundant  resources  of 

instruction  for  young  men  seeking  distinction  in 

he  useful  and  honorable  professions  to  which  they 

are  devoted. 


'    • .    '         Central  Ohio  Railroad. 

This  important  road  is  rapidly  approaching 
completion.  It  is  expected  that  a  locomotive  will 
be  run  through,  from  Columbus  to  Wheeling,  by 
the  first  of  October.  The  untiie  length  of  this 
road  is  1-36  miles ;  the  WcbtL-rn  division  from  Co- 
lumbus to  Zauesvillu  being  59  miles,  and  the  East- 
ern division,  from  Zauesville  to  Wheeling,  77 
miles.  86  miles  of  the  road,  east  of  Columbus, 
are  now  in  operation. 

The  commercial  and  social  results  which  will 
attend  the  opening  of  this  road  can  only  be  esti- 
mated by  reference  to  the  success  of  the  leading 
existing  routes  between  the  Atlantic  and  the  Mis- 
siijsippi  Valley.  It  will  place  the  cities  of  the 
Chesapeake  Bay  in  connection  with  nearly  every 
occupied  portion  of  the  west.  Baltimore,  esjwc- 
ially,  will  at  once  reach  the  prize  for  which  she 
has  devoted  years  of  exertion.  South  Eastern 
Ohio,  also,  will  experience  the  same  influences 
which  railroads  have  exerted  on  other  portions  of 
that  State.  '.     / 

The  distance  from  Baltimore  to  St.  Louis  will 
be  but  93G  miles,  via.  th<)  Indiana  Central  and 
Terre  Haute  roads ;  and  from  Baltimore  to  Cincin- 
nati, 619  miles.  The  construction  of  about  100 
miles  of  road,  between  the  Ohio  and  Indiana  road 
at  Lima,  and  the  Central  road  at  Newark,  would 
complete  almost  an  air  line  to  Chicago;  and  of 
uniform  gauge  between  Wheeling  and  Chicago. — 
In  fact,  the  position  of  t'lo  Central  Ohio  road  to 
the  other  roads  of  that  state  is  such  as  to  place 
Baltimore,  of  all  the  Eastern  cities,  in  the  most 
direct  connection  with  the  wfiolc  system  of  rail- 
roads intersecting  the  Mississippi  Valley. 

The  entire  line  of  road  will  be  completed  and 
brought  into  use  at  a  cost  of  about  $34,000  per 
mile,  making  it,  when  its  permanent  construction 
and  the  capacity  of  its  establishment  are  consid- 
ered, a  comparatively  cheap  road. 

The  Baltimore  and  Ohio  road,  looking  to  the 
importance  of  tho  completion  and  oi)eration  of 
this  road  during  this  fall,  have  loaned  it  upon  the 
obligation  of  the  Central  Ohio  Company,  and  for 
a  short  time,  $400,000  of  bonds  of  the  North 
Western  road  of  Virginia.  These  bonds,  held  by 
the  Baltimore  and  Ohio  Company,  were  not  imme- 
diately needed,  and  were  loaned  to  the  Central 
Company  to  enable  them  to  purchase  an  equip- 
ment, corresponding  with  the  immense  through 
business  which  thi  ir  road  is  confidently  expected 
to  do.  Three  fifths  of  these  bonds  are  guaranteed 
by  the  city  of  Baltimore  and  two  fifths  by  tho  Bal 
timore  and  Ohio  railroad  company.  On  the  pledge 
of  these  bonds  the  Central  Company  expect  to 
raise    $300,000   in   o^sh,   sufficient   with    their 


present    means,    to    complete    and    equip    their 
road. 

Messrs.  Robert  Garrett  &  Sons,  are  reported  to 
have  disposed  of  above  SI, 000,000  of  Central  Ohio 
Bonds  in  Baltimore,  where  they  are  now  principal- 
ly held  for  permanent  investmont.  These  bonds 
were  sold  at  from  86  to  87  i. 

A  large  portion  of  the  motive  power  of  this 
road,  (the  engines  designed  to  burn  bituminous 
coal)  will  be  supplied  by  Mesa.  Smith  and  Perk- 
ins, of  Alexandria,  Virginia. 


Union  of  the  Old   Colonjr    and     Fall   River 
Railroad  of  Massachusetts* 

The  following  is  the  award  of  the  referees,  upon 
which  the  consolidation  of  these  two  companies 
has  been  effected: 

The  value  of  all  the  property  of  the  Old  Colony 
Railroad  Company,  including  the  franchise,  rights 
of  action,  and  .issets,  of  every  description,  subject 
so  all  its  debts  and  liabilities,  absolute  and  con- 
tingent, wo  award  and  determine  to  be  the  sum  of 
$1,650,000,  which  sum  is  to  be  deemed  and  taken 
as  the  contributing  interest  of  said  Old  Colony 
Railroad  Company  to  the  capital  -stock  of  the  "Old 
Colony  and  Fall  Kiver  Railroad  Company"  on  the 
SOthday  of  June,  1854. 

The  value  of  all  the  property  of  the  Fall  River 
Railrord  Company,  including  its  franchise,  rights 
of  action,  and  assets  of  every  description,  subject 
to  all  its  debts  and  liabilities,  absolute  and  contin- 
gent, we  award  and  determine  to  be  the  sum  of 
il,050,000,  which  sum  is  to  be  deemed  and  taken 
as  the  contributing  interest  of  said  Fall  River 
Railroad  Company  to  the  capital  stock  of  the  Old 
Colony  and  Fall  River  Railroad  Company  on  the 
30th  of  June,  1854. 

We  furlher  award  and  determine  that  tho  whole 
capital  stock  of  tho  Old  Colony  and  Fall  River 
Railroad  Company  aforesaid  shall  be  the  sum  of 
82,700,000  represented  by  27,000  shares  of  the 
par  value  of  jt^lOO  each  ;  the  proportion  of  said 
capital  stock  to  be  shared  by  the  stockholders  of 
the  Old  Colony  Railroad  Company  shall  be  16,500 
shares  thereof;  and  the  proportion  of  said  capital 
stock  to  be  shared  by  the  stockholders  of  the  Fall 
River  Railroad  Company  shall  be  10,500  shares 
thereof. 

And  in  consideration  thereof,  the  entire  proper- 
ty of  the  said  Old  Colony  Railroad  Company  and 
of  the  said  I'  all  River  Railroad  Company,  real  and 
personal,  including  tiicu-  respective  Ir.inchises 
rights  of  action,  and  assets  of  every  description, 
shall  be  deemed  and  taken  to  have  vested  in,  and 
become  the  properly  of  the  "Old  Colony  and  Fall 
River  Railroad  Company,  on  the  30th  day  of  June 
last  past,  subject  to  all  their  respective  debts  and 
liabilities,  absolute  and  contingent,  which  are  to 
bo  assumed  and  borne  by  the  said  Old  Colony 
and  Fall  River  Railroad  Company. 

In  regard  to  tho  amount  of  capital  stock  ef  the 
consolidated  company,  the  following  report  of  a 
committee,  appointed  to  consider  and  rpeort  there- 
on, was  adopted. 

That  the  amount  of  the  capital  stock  of  the  Old 
Colony  Riiilroad  Corporation  reprcseutdil  by  cer- 
tificates which  have  been  issued,  was  $1,965,100 : 
and  the  amount  of  capital  stock  of  the  Fall  River 
Railroad  Company,  represented  by  certificates 
which  have  been  issued,  was  $1,050,000— making 
an  aggregate  of  $3,015,100 ;  and  tho  committee 
are  of  opinion  that  the  capital  stock  of  the  new 
corporation  formed  by  the  union  of  both  of  said 
former  corporations  ought  to  be  equal  to  the  ag- 
gregate capital  stock  of  bath  of  said  corporations, 
to  be  divided  according  to  the  proportions  stated 
in  the  award  of  the  referees,  viz:  in  the  proportion 
of  16,500  to  the  stockholders  of  the  Old  Colony 
Railroad  Company  and  10,600  to  the  stockholders 
of  the  Fall  River  Railroad  Company. 

The  committee  recommend  the  adoption  of  the 
following  resolution : — 

Resolved,  That  the  amount  of  the  c«(»ital  stock 


of  the  Old  Colony  and  Fall  River  Railroad  Com- 
pany shall  be  the  sum  of  three  millions,  fifteen 
thousand  and  one  hundred  dollars  ($3,016,100). 
The  directors  of  the  new  company  are  Francis 
B.  Crowninshield,  Wm.  J.  Walker,  Caleb  C.  Gilbert 
and  James  H.  Beal,  of  Boston;  Richard  Borden, 
Fall  River;  Alexander  U[omes,  Kingston,  and  Pe- 
terH.  Pierce  of  Middleboro. 


Ijettnard  Scott  &•  Centpany's  Reprint  mt  the 
Foreign   Reviews. 

To  place  before  such  a  public  as  the  United 
States,  the  tendency  of  which,  from  the  distract- 
ing influences  to  which  it  is  constantly  subjected, 
is  toward  superficicUity ,  the  results  of  the  intellec- 
tual vigor  and  research  of  England,  is  effecting  a 
good  second  to  none  other  possible  to  be  conferred 
upon  our  people.  In  this  light  we  regard  tho 
early  republication  of  the  English  Rcv'u«s,~\Xw 
Edinburgh;  the  London  Quarterly;  the  fVesl- 
tninster  ;  the  .V<'?7A  British,  with  Blackwood's  Ma- 
gazine, by  Leonard  Scott  &  Co.,  79 Fulton  street. 
New  York,  as  an  invaluable  source  to  tho  litera- 
ture and  thought  of  this  country.  These  works 
constitute  a  most  complete  record  of  the  progress 
of  society  in  science  ai»d  art,  in  ideas,  in  the 
theory  of  government,  and  in  political  and  religious 
toleration.  They  cannot  be  read  without  impart- 
ing the  culture  of  which  they  are  the  expression. 
They  are  admirably  calculated  to  abate  our  great 
national  inflrmitj-,  self-conceit,  by  showing  that  in 
a  great  many  particulars  which  constitute  true 
national  greatness,  we  are  far  behind  other  people  ; 
and  that  even  where  we  think  we  must  excel,  in 
notions  of  the  competent  functions  of  government, 
our  greatest  lights,  in  correctness  of  views,  and 
in  insight  into  the  nature  of  man,  are  far  behind 
what  we  find  in  the  old  country. 

We  commend  the  above  publications  to  our 
readers.  The  whole yitc  may  be  had  for  the  year, 
for  $10 ;  or  any  one  of  them  for  $3.  With  them 
all,  a  man  has  sufficient  literary  matter  for  his 
reading,  and  more  thought  than  he  can  well  di- 
gest, between  number  and  number. 

lOMra. 

A  road  is  proposed  to  be  built  from  Keokuk,  nor- 
therlv  through  Mount  Pleasant,  Fredonia,  and  Mus- 
catine, to  Lyons ;  thus  supplying  the  place  of  riv- 
er communication  for  nearly  200  miles,  besides 
penetrating  the  interior  of  the  country  sufficiently 
to  attract  a  large  part  of  the  interior  trade. 

This  road  on  the  west  bank  of  the  Mississippi, 
together  with  the  Warsaw  and  Rovkford  road  pur- 
suing the  same  general  course  .  for  the  same  dis- 
tance on  the  east  bank,  will  be  of  great  value  to 
St.  Louis.  Iowa  is  grow  ing  at  the  most  rapid  rate 
and  [assesses  the  most  extended  and  substaittial 
elements  of  future  greatm  ss.  And  by  the  above 
occu[>ation  of  the  west  bank  of  the  Mississippi,  St. 
Louis  will  be  in  a  position  to  intercept  a  large  p<»r- 
tion  of  the  trade  of  Iowa,  brought  from  tho  interi- 
or by  the  Burlington  and  Missouri  and  the  Miss- 
issippi and  Missouri  rrads. 

Harlem   Railroad* 

Mr.  Nicholas  Dean  has  been  elected  President 
of  the  Harlem  Railroad  Company. 

Cleveland    and  Toledo  RalSroad. 

Mr.  Henry  Martin,  formerly  President  of  the 
Buffalo  and  Rochester  Railroad,  has  been  elected 
President  of  the  Cleveland  and  Tokd  J  Railroad 
Company,  in  place  of  S.  F.  Vinton,  who  has  res- 
igned,   }it,  J4&rtio  entered  on  his  duties  on  tlie 
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Ist  of  September.  The  receipts  of  this  road  are 
rapidly  iDcreasiii^,  and  promise  to  be  50  pttr  cent, 
above  those  of  last  year. 


Anierleaii    Railroad  Journal. 

Bmtmrdmjt  S«pt«mk«r  16,  1854* 


New  Inventlans. 

Among  the  patents  granted  in  June  was  one  to 
Henry  R.Campbell  of  Lebanon  N.  H.,  for  "an 
improvement  in  railroad  tracks  and  wheels."  In- 
stead of  a  single  line  of  rail  on  each  aide  of  track, 
two  lines  are  proposed,  say  '2>2  inches  apart.  For 
this  double  system  of  rails,  wheels  of  perha{>s 
9  inches  width  are  proposed,  with  a  Hangu  in  the 
center  of  their  width  made   to  run   Ulwcen 


tlie 

tht 


double  line  of  lails. 

We  have  no  doubt  that  the  expense  of  an  extra 
line  of  rails,  (#6000  to  ftTOOOpcr  mile)  would  pre- 
vent the  adoption  of  any  such  plan.  Besides  there 
would  be  a  difficulty  in  keeping  the  space  open 
and  clear  between  the  rails. 

Niir>  Spark  Arrester.  G.  B.  Simonds,  of  New 
Haven,  Conn.,  and  Abel  Breaer,  o(  Saugatuck, 
Conn.,  have  patente  !  a  spark  arrester  in  which 
the  draft  opening  through  the  top  of  the  outer 
casing  is  of  the  same  si/,e  andshape  as  the  outside 
of  the  deflecting  cone  inimcHliattdy  below.  Around 
the  draft  opening,  in  the  top  of  the  outer  case,  a 
flange  projects  downwards  to  within  a  few  inches 
of  the  cone.  The  cone,  having  straight  sides,  pro- 
jects the  sparks  outward,  and  upward  instead  of 
downward,  the  latter  being  the  direction  generally 
given  by  the  deflecting  cone  in  ordinary  sparkcrs. 
The  steam  and  smoke  are  exr>ectcd  to  escape  be- 
ween  the  upper  edge  of  the  cone  and  the  lowir 
edge  of  the  flange,  above  described  :  the  sparks 
being  carried  past  this  opening  and  deflected 
downwards  against  the  top  of  the  outer  casing. — 
The  outer  casing,  dratl  o[>eHiiig  top  of  inside 
pipe  and  cone  are  made  oval  in  thtir  horiisonial 
plan,  ao  as  to  present  the  least  froiUii{ie,  and  to 
diminish  the  trailing  of  smoke.  The  inside  pipe 
has  "  spreaders"  so  as  to  throw  the  exhaust  upon 
all  sides  of  the  cone. 


Share  and  Momey  Market. 

The  share  market  has  a.-^sumed  a  new  a8i)ect 
during  the  j>ast  week  and  has  shown  an  advance 
as  rapid  as  has  been  its  previous  decline.  The 
improvement  in  some  of  the  leading  stocks  will 
be  seen  by  the  following  table. 


Railway  81iare  List, 

ConpUed  from  Ike  lalesl  rclurtis — corrected  every  Wednesday — on  a  par  valuation  of  SIOO. 


NAME  OF  COMPANY. 


.1  c< 


«>  at         <«  g^ 

Erie....  ....36        39    40        41^^ 

N.  Yoik  Cen- 
tral   89        89    88>2     88 

Michigan 
Sonthern  .90         . .     90 

Michig'n  Cen- 
tral  86         ..     t6}4    87 

Hirlem 311-2      .-      31 K.     .. 

Reading 68        69    69  '     68% 

Cleveland    & 

Toledo 69%     70 

Hud8onRiv'r.40         46     47         46 

The  great   advance  has  been  in  Erie,  arising 

partly  from  increased  confidence  as  to  its  value, 

and  partly  from  a  speculative  movement.     It  is 

stated  that  a  contest  for  the  direction  has  helped 

to  the  recest  rise,  which  is  equal  to  about  20  per 


v 

OQ 

46 

89 


86 
31 
68>^ 


44 


V 
QQ 

48>2 
92 

87 

32,'2 

70 

72 
47>^ 


Atlantic  and  St.  Lawrence.  . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence. ...  " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Msis.<. 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Ca|)e  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchbnrg " 

New  Bedford  and  Taunton.  . .  " 

Boston  and  New  York  Central  ' 

Old  Colony " 

Taimton  Branch " 

Vermont  and  Ma.ssachusetts . .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worrester..  .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Hou.satonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigiia  and  Niagara  F . .  " 

Canandaigua  and  Elraira " 

Cayuga  and  Susciuehamia ....  " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn 

Erie  and  North  East " 

Harrisbnrgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philad.,  Wilmington  and  Bait.  " 


o 


150 

65 

72 

51 

20 

93 

36 

54 

82 

24 

16 

47 

26 

61 

120 

117 

47 

51 

24 

28 

83 

66 

69 

29 

62 

58 

42 

67 

20 

74 

46 

11 

77 

46 

166 

50 

40 

46 

72 

110 

60 

66 

61 

62 

56 

64 

91 

132 

69 

60 

47 

36 

464 

144 

130 

95 

604 

118 

36 

23 

26 

60 

41 

32 

39 

% 

66 

46 

31 

63 

56 

20 

36 

96 


"2 


a. 

a 


1,538,100 

824,863 

1,073,673 

1,365,500 

286,747 

1,649,278 

1,486,000 

2,078,625 

3,016,634: 

717,543 

600,000 


« 


2,973,700 
1,043,640 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


1,097,600      560,000 

2.186.000  2,429,100 

8.500.0001  3,600.000 
1,500,000 

392,000 


700,000 


1,830,000 
4,076,974 
3,160,000 
4,500,000 

421,950 
1,591,110 
2,860,(K)0 
1,050,000 
3,540,000 

500,000 
1,169,228 
1,064,070 

260,000 
2  233  9;-.9 
lil40'.OOO 
5,150.000 


1,467,500 

922,500 

2,350.000 


558,861 
3,(XK),00f> 

926,000 

750,500 
2,121,110 

900,000 


879,636 


425,50<» 
687,(X»0 
lO.OOO.tXK* 
3,740,515 
4,725,250 
1,876,148 
23,085,600 
1,579,969 
350,000 
174,042 
610,000 
850,000 
899,800 
237,690 
430,936 
1,011,940 
1,500,000 
1,022,420 
2,197,840 
1,679,936 
1,184,600 
600,000 
830,100 
6,666,332 
6,000,0001 


206,190 
150,000 
402,326 
5<X),641 
180,000 
286,363 

1,192,975 
6,208 
101,500 
none. 
953,370 
295,038 
none. 

1,139,615 
194,445 

5,319,520 
467,700 
300,000 
500,000 
800,000 


800,000 
1,641,000 
440,000 
660,000 
701,f300 
1,550,000 


872,000 


582,400 
400,000 

24,003,865 

7,046,395 

977,463 

516,246 

10,773,823 
2,969.760 
206,000 
131,000 
25,000 
400,000 
940,000 
100,000 
700,000 
650,000 


128,000 

476,000 

1,600,000 

18,000 

71 3,227 

10,427,800 

2,399,166 


•s-::   I  £>3 


O  3 

.  a 

■s  * 


6,973,700 
2,036,140 
2,520,981 
1,459,384 
713.605 
2,640,217 
1,486,000 
3,002,094 


661,214 
1,400,000 

673,500 

1,745,516 

6,677,467 

12,000,000 

1,600,000 


2,044,536 
4,111,345 

3,579,041 
4,850,754 

633,906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

629,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1 ,342,593 
9,953.268 


1,791,999 
1,400,000 
3,160,0(X) 
2,500,000 
In  progres 
1,611,111 
4,978,487 


1,380,610 
2,596,488 
2,550,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,527,664 
6,102,936 
2,446,391 

33,859,423 

5,1.33.834 

633,598 

349,775 

774,495 

1,250,000 

1,832,9-15 

329,577 

l,ai3,367 

1,693,711 

4,327,498 

1,220,325 

3,246,720 

3,195,222 

1,265,143 

750,000 

1,702,623 

17,141,987 
8,067,286 


.2  « 

if 

«  t,  * 

in  o  a> 
O 


264,748 
177,003 
168,114 
208,669 
23,946 
150,538 
305,806 
287,768 
328,782 


132,646 


496,397 


Leased  to 
Recently 


the  Vt.  C 
opened. 


434,599 
803,024 
509,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,659 
188,442 

90,315 
374,897 
169,738 
244.323 
182,398 
1,526,224 
240,572 
291,417 


639,529 
329,041 
69,629 
114,410 
806,713 


Recently 

207,561 

Recently 


Recently 


76,760 

74,241 

4,318,962 

1,063,659 

681,445 

205,008 


o 
■c 

a 

a 


113,520 

80,063 

100,552 


none 
none 
none 

6 
none 
none 
8 
5 
6 
6 
8 

none 
none 
none 
266,639lDonc 


11,266 

79,669 
141,836 

56,266 
163,076 


61,613 


114,098| 

418,368 

226,639 

413,289 

26,412 

102,098 

310,876 

126,589 

214,633 

46,839 

35,214 

122,866 

21,490 

13,144 

81,807 

746,736 

110,892 

120,892 


294,269 
168,90i 


428,173 


opened 

116,9651 
opened. 


opened. 


.39,360 

23,496 

1,800,181 

3:J8,783 

324,494 

44,070 


480,1,37 

92,363 

Recently 

213,078 
Recently 

173,546 
Recently 
Recently 

225,162 
1,388,-386 

149,941 

003,942 

366,838 

118,617 
Recently 

265,327 
2,480,626 

868,038 


195,847 
46,072 
opened 

96,737 
opened 

1.35,017 

ojK'ned. 

opened. 

116,706 

478,413 

79,252 

316,269 

179,210 

76,890 

opened 

106,320 

1,251,987 

641,7691 


GQ 


ent. 
none 
none 
6 

8 

64 
7 
5 
4 

6 

8 

6 

7 
none 
none 

8 
none 

6 

7 

U 

4 
10 

none 
none 


7 

8 
none 

4 
none 
none 


none 
none 

7 
none 

4 
none 


86 
32 
42 
94; 

24 
17 

105  i 
36 
42 
70 

104  i 

io 

20 
9 
4t 

78 


81  i 
1004 
77 
95  i 
40 
62 
614 
93 
871 
117 
50 
99 

ii'i 

624 
934 
66 
80 
66 
119 


40 
45 


ISO 


none 


none 

none 

8 
10 

7 
10 

7 

6 

"s' 

7 
6 


36 

42 

81 

221 

89] 

11 


30 
33 

92 
148 

1.31 

95 

126* 
65 
68 
69 


■4-'\. 
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Railway  Share  List, 

CoiapUcd  from  thelcUest  returns — corrtcUd  every  Wedneiday — on  a  par  valuation  o/#100. 


NAME  OF  COMPANY. 


Pennsylvania  Central Penn 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna . .     " 

Alexandria  and  Orange V». 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 

Rich. ,  Fred,  and  Potomac " 

South  Side " 

Virginia  Ccmtral " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  C 

Greenville  ami  Columbia " 

South  Carolina " 

Wilmington  and  Manchester.     " 

Georgia  Central Oa. 

Georgia " 

Macon  and  Western " 

Muscogee " 

South  Western " 

Alabama  and  Tennessee  River  Ala. 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.      " 

Southern Miss. 

East  Tennessee  and  Georgia . .  Tenn. 
Nashville  and  Chattanooga.  . .     " 

Covington  and  Lexington ....  Ky. 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lexington " 

Cleveland  and  PiKsburgh. . . .  Ohio. 

Cleveland  and  Toledo. ......  " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Columbus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton  " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie ...  " 

Ohio  Central " 

Ohio  and  Missis8ii)pi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley. . .  " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northern " 

Indianapolis  and  Bcllefontaine  " 

Indlanopolis  and  Cincinnati..  " 

Lafayette  and  Indianapolis ...  " 

Madison,  Indianapolis  &  Peru  " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central " 

5<i«c    Mo,  i 


260 

30 

47 

381 

38 

67 

65 

27 

64 

73 

22 

76 

62 

107 

73 

32 

161 

110 

140 

242 


191 

211 

101 

71 

60 
66 
93 
33 
88 
60 
80 
125 
73 
29 
65 


9,768,156 


13,118,902 
1,650,000 


769,000 
1,372,324 

685,000 
1,000,000 
1,357,778 
1,073,684 
2,650,091 

180,000 
1.338,878 


1,004,231 
3,858,ai0 


.a 

a 

s 


6,000,000 


5,677,103 


173,867 
200,000 


603,006 
640,000 
469,150 
707,958 
120,000 
1,134,698 


500,000 
3,000,000 


3,500,000 
4,000,000 
1,013,088 


686,887 


776,259 
879,868 
688,611 


1001 
147 
% 
135 
46 
61 
601 


40 
20 
36 
31 
37 
84 

167 
57 


187 


44 
54 
31 


131 
83 
90 
62 

159 
72 


135 


92 
815 
282 
S8 


836,000 
2,-093,814 
1,430,150 

357,218 


418,187 

1,214 

163,000 


2  9 

o  s 

■4-9  O* 

93  ^ 

o  " 

EH 


13,600,000 


22,264,338 
1.660.000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631.238 
2,106,467 
2,392,215 
3,545,256 
416,632 
2.966.674 


(8 


an 
00  — 

2<2  >. 


1,943,827 


2,033,420 
348,622 
413,673 


227,593 


In  prog. 

7,002,396 
In  prog. 

3,465,879 


160,000 

*4ob',6b6 


1,979,100 
2.000.000 


3,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


750,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


641,000 
850,000 
900,000 


1  112,200 
1,600,000 


408,200 


500.000 


550,000 


482,000 
1,000,000 
1,767,000 


2,460,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


4,000,000 


500,000 
8,741,664 
8,977,668 

non 


1,277,334 
In  prog. 

743,525 
In  prog. 
In  prog. 
In  T»rog. 

1.330.960 


122,861 
254,376 

62,762 
210,062 
109,268 

89,776 
510,038 


1,000,717 


In  prog. 
In  prog. 
In  prog. 
684,902 


In  prog. 
3,279,908 


3,655,000 
2,000,000 


2,669,663 
In  prog. 

925,000 
In  prog. 


In  prog. 
3,169,733 
1,866,000 
4,110,148 

In  prog. 


986,074 
934,424 
278,739 
69,690 
129,395 


173,542 


87,421 


432,682 


777,793 


321,793 


Recently 


667,569 


540,518 


In  prog. 

1,310,062 
In  prog. 


1,869,932 


Recently 


Recently 
314,434 
237,506 


Recently 
Recently 


2,400,0001   516,414 
1,363,019!   105,944 


4,600,000 


In  prog.  473,548 
7,276,6161,200,922 
8,618,6061,146,698 

In  progre8|R<'cently 


-  3 

0)  — I 

in 


617,626 


798,193 
216,237 
162,536 


72,370 


o 


a 


74,113inoue 
113,256 


99,077 
42,736 


153.898 


10 
none 
12 

6 


609,711 


536,608 

466,468 

149,960 

21,731 

71,635 


76,079 


44,250 


267,278 


8 
9 


8 


10 


483,454 


200,967 


opened. 


352,133 


113,401 


opened. 


opened. 
168,612 


opened. 
oi>ened. 
opened. 
268,075'  10 
71,446   4 


12 


10 


10 


286,1521.... 

586,9291  17 

582,8161     8 

opened.    .... 


.a 


V 


85 


97 

49} 


77 

70 

40 

100 


50 
98 


125 

lie' 
ibi 


63 
80 


46 
59 
71* 


100 


62 
75 


66 


77 1 
79 


90 


90 
85 


cent,  in  ten  days.  The  advance  in  this  stock  has 
helped  to  carry  up  others.  There  is  however  a 
better  feeling  prevailing,  and  we  think  a  gradual 
improvement  may  be  looked  for.  We  are  certain 
such  would  be  the  fact,  if  the  Erie  Income 
bonds  could  bo  satisfactorily  settled. 

There  is  a  steady^  though  not  a  large  deiuaod 
for  railroad  bonds.    .     .     -  \    . 

The  earnings  for  August  as  far  as  heard  from 
are  satisfactory.  We  give  the  following  in  addi- 
tion to  the  returns  in  laat  week. 

Pennsylvania  R.  R. 

Receipts  for  August,  1864 S305,668  64 

Corresponding  month  last  year 236,493  19 


Increase 9)69,175  46 

Receipts  from  January  to  Aug.  31, 

1854 S2,431,017  21 

Corresjwnding  period  last  year 1,844,869  77 


Increase $686,147  44 

.   Michigan  Southern  R.  R. 

Passengers  and  Mails $96,237  47 

Freight  and  Miscellaneous 69,712  36 


Total S166,949  83 

Earnings  August  1853 156,398  48 


Increase $10,651  35 

Galena  and  Ckica^o  R.  R. 

The  receipts  of  the  Chicago  and  Galena  Road  in 

August  were $103,000 

August,  1863 49,000 


Increase  ....  .... j.  .$64,000 

Neio  York  Central  R.  R. 
Pa.'^sengers.         Freight  Total. 

ia54,July  S30l,087  76    $122,429  90    $423,467  66 
1863,July.  267,562  91      103,128  49       370,69140 


Increase   .  .  $33,474  86      $19,301  41      $62,776  26 


1854,  Aug.$317,000  00   $198,174  60    $516,174  60 
1853,  Aug.  349,125  76      151,286  18      600,410  94 


Increase.  . .~ $14,763  60 

Oh.io  and  Pennsylcania  R.  R. 
The  receipts  of  the  Ohio  and  Pennsylvania  Road 

in  August,  1851,  were $1 10,2.38  38 

For  August,  1853 06,928  28 


Increase,  65  i>er  cent $43,310  10 

For  the  first  eight  months  of  1854 631 ,473  33 

For  the  first  five  months  of  1853 364,848  86 


Increase,  73  per  cent $266,623  47 

The  earnings  of  the  Chicago  and  Rock  Islaud 
Railroad  for  August  were  $97,611. 


\ 


AppolMtimeut< 

£.  C.  Thompson,  Esq,,  well  known  to  the  East- 
cm  public  as  a  conductor  of  the  B.wtou  &  Maine 
Railroad  for  many  years  past,  and  an  universal  fa- 
vorite, has  been  appointed  Superiiitcndont  of 
the  Manchester  6l  Lawrence  Railroad. — Slate  mf 
Maine. 


PlUabnrc  and  CoimelUv^llle  Uatlroad 

That  portion  of  this  road  now  und<r  contract,  is 
being  pushed  forward  with  a  considerable  degree 
of  vigor.  It  is  8iip[M>sed  that  the  b.ilatici  of  the 
road  will  not  be  placed  under  contract  before  next 
spring.  In  the  meantime  the  different  corpa  of 
Engineers  are  busily  engaged  in  running  ex|>cri- 
raental  lines  so  as  to  determine  the  most  practica- 
ble route. 


Alton  and  Terr*  Havte    R.  R. 

This  road  is  rapidly  progressing  to  completion. 
Nearly  forty  miles  oast  of  Alton  are  now  in  readi- 
ness for  the  trains. 
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Erie   R«IIroad.--IIOMr  Should  tUe   iNCome 
Bond*   be  Paid  t 

The  writer  of  the  following  is  a  geutleinan  ia 
ioflueDtial  position,  at  the  head  of  a  large  bankicg 
house,  and  one  of  the  exteusive  buyers  of  our 
railroad  securities  for  foreigQ  account.  Ilia  opin- 
ion is  the  more  valuable  for  the  reason,  that  he 
has  not  recommended  Erie  to  his  customers,  for 
fear  of  a  crisis  similar  to  the  one  that  has 
happened.  He  has  full  confidence  however  in  the 
capacitii  of  the  road  for  success,  and  stands  ready 
to  give  it  bia  encouragement  and  sui)port,  the 
moment  a  correct  and  consistent  policy  shall  be 
agreed  upon.  Wilh  such  a  policy,  the  Erie  Com- 
pany would  not  be  compelled  to  execute  n"chattd 
irwrtgage'^  to  raise  the  paltry  sum  of  S500,000, 
nor  submit  to  the  humiliating  necessity  of  having 
all  their  wants,  and  all  the  steps  to  relieve  them, 
paraded  before  the  public.  WitkoiU  a  policy 
which  shall  secure  the  co-operatiou  of  the  con- 
servative portion  of  the  commuuity,  particularly 
of  such  banking  bouses  in  this  city  as  control  the 
public  sentiment  in  Europe  in  reference  to  our 
railroads,  we  see  little  hope  for pennaneiU  improve- 
ment in  the  stock  and  securities  of  the  Erie  road. 
A  very  few  men  among  us,  a  majority  of  whom, 
we  presume,  have  no  interest  of  any  kind  in  the 
road,  control  the  market  value  of  this  stock;  or 
wc  sbouli  say,  rather,  could  put  its  securities  to 
their  former  figure,  by  the  simple  expression  of 
favorable  opinion  as  to  its  managenenl.  Shall  not 
such  an  tasp  remedy  for  tho  difficulties  under 
which  the  road  is  laboring  be  resorted  to  1 

To  the  Editor  of  the  R.  B.  Journal. 

I  beg  leave  to  address  you  a  few  lines  on  a  sub- 
ject that  is  just  now  attracting  universal  attention 
— the  Erie  Railroad  and  its  debts. 

The  floating  debt,  the  directors  tell  u.s,  ia  pro- 
vided for.  They  tell  us  further,  that  they  hope 
soon  \o  make  proposals  for  liquidating  the  lucomc 
Bond  ,  due  on  the  first  of  February,  and  they 
state  that  the  road  has  earned,  ml,  after  paying 
all  ex;ienses,  diScounts,  interests  and  comniissiou.s, 
full  $016,000  in  nine  months.  I  believe  tho  above 
statement  to  be  true;  at  all  events  I  have  uo 
doubt  it  is  possible. 

Now  to  the  point — How  are  the  Income  Bonds 
due  1st  February  1855,  amounting,  if  1  mistake 
not,  to  S2,700,000,  to  be  met  1        ^ 

I  propose,  and  propose  it  not  only  to  the  Erie 
Railroad  Company  and  its  directors,  but  to  the 
community  at  large,  and  to  the  foreign  holders  ol 
the  Income  Bonds  that  the  Company  honestly 
and  candidly  confess  their  inability  to  pay  th<'ni 
tank,  and  submit  the  following  compromise  : 

The  Directors  state  that  the  road  has  earned 
ml,  after  paying  all  expenses,  interests,  discounts, 
and  commissions,  $016,000  in  nine  months.  If 
correct,  tho  road,  Avith  its  rapidly  increasing  busi- 
ness, will  surely  earn  S620,000  yearly,  net,  ior 
each  of  the  1  years  to  come.  To  pay  tho  Income 
Bonds,  issue  an  equal  number  of  neuj  Bonds  due 
1st  February  1869,  to  be  secured  by  sinking  fund 
in  hands  of  well  known  and  trustworthy  men,  not 
connected  with  the  Erie  RailrOiad  Company  ;;s 
Directors. 

To  the  sinking  fund  is  to  be  carried  annually 
S620,000lin  serai-annual  payments ;  the  first  pay- 
ment of  S310,000  to  be  made  1st  August  1856. 
All  monies  paid  into  sinking  fund  to  be  invested 
in  the  iu7o  Bonds  so  long  as  they  can  be  bad  at, 


or  below  /mr.  Otherwise  put  out  on  good  security 
at  7  per  cent.  This  sinking  fund  would  work  as 
follows : 

Payment  1st  August  1855 ...S^IO.OOO  00 

Int.  to  1st  Feb'y  1856  at  7  per  cent.— 
3i  per  cent 10,850  00 


Payment  Iht  Feb  y  1856. 


!ti;:J20,850  00 
.   310,000  00 


gives  sinking  fund  1st  Feb  y  1856 ....  S6:^0,8.50  00 

Same  amonnt  on  l.>*t  Feb'y  1857 630,8-50  00 

and  interest  on  $630,850,  at  7  i>er  ct..     43,160  50 


Sinking  fund  1st  Feb'y  1857 Sl,:]04,860  50 

For  1857-58 030,850  00 

and  interest  on  $1,304,860,  at  7  for 
cent 78,340  23 


Sinking  fund  1st  Feb'y  1858 $2,014,050  73 

for  1858-59 630,850  00 

and  interest  at  7  per  cent,   on   552,- 

014,050 140,983  55 


Sinking  fund  lat  February  1859...  .$2,785,884  28 
or  $85,800  more  than  wanted. 

The  remedy  i» clear  and  near  enough;  wh^'  not 
adopt  it]       1^  ;    ■;,■,    j  j      i       r  'V  ^v-Va 

The  Directors  show  us  $616,000  cleared  in  nine 
months.  Surely  then  it  is  in  their  power  to  pay 
ofl"  Income  Bonds  in  4  years  as  above. 

1  btlieve  a  25  years'  7  per  ct-nt.  loan  is  intended 
to  l>e  proposed  with  ij  yearly  or  i  jier  eent.  semi- 
annual fin/,iiig  fuiul.  Any  one  who  will  lake  the 
trouble  to  calculate  will  find  that  a  7  per  cent, 
loan  can  bo  e.vtinguished  in  25  years  by  a  |  per 
cent,  semi  annual  sinking  fund  invested  at  7  per 
cent,  again.  -  <   ,  ..i* 

Let  us  look  at  results  of  the  two  propositions. 
If  the  short  loan  4  years,  with  the  $310,000  soiii- 
nnanaln'iwking  tund  be  adopted,  the  Income  Bonds 
are  settled  by  the  time  thu  second  mortgage  is 
due,  and  tho  world,  seeing  the  strength  and  pro- 
ductiveness of  this  j;ieaL  road,  will  be  ready  buy- 
ers for  the  4  millions  third  mortgage  bonds,  set 
apart  to  lii|uidato  an  equal  amount  of  the  second 
mortgage  due  1859, — the  entire  bonded  debt  will 
rapidly  rise,  as  confidence  is  restored.  But  the 
shares,  what  will  they  bo  worth,  if  it  bo  known 
that  before  the  end  of  1859,  all  chance  of  dividend 
is  cut  ofl".  They  are  lower  now  than  Iludscn  River 
Railroad  shares  that  never  paid  a  dividend,  and  is 
not  likely  to  pay  one  sooner  than  Erie  Company. 
But  the  shareholders  are  not,  and  cainiot  be  in- 
jured. Brokers  will,  though,  for  it  will  for  a  time 
kill  siteculation  in  Erie  ;  but  there  is  field  enough 
left  to  make  brokerage  on  other  stocks,  so  in  fact 
no  one  will  bo  injured  ;  for  if  specnlatiou  be  stop- 
ped on  Erie,  it  will  fall  on  something  else. 

If  the  26  year  loan  is  adopted  what  will  bo  the 
result.  The  Directors  arc  out  of  trouble,  and  may 
be  able  in  6  months  from  nuw  to  declare  a  divi- 
dend. Some  knowing  ones  will  make  money  on 
shares,  but  how  about  bonded  debtl  The  25  year 
loan  will  not  sell  at  pur,  though  f  ecurei  by  sinking 
fund,  and  in  1859  the  4  million  third  mortgage  set 
apart  to  extinguish  like  amount  of  second  mort- 
gage again  will,  if  saleable  at  all,  sell  below  par. 
The  Company  to  favor  speculators  in  shares,  only 
increase  debt,  and  pay  interest  on  money  they 
never  touched,  they  again  sink  on  these  seven 
millions  to  be  sold  between  now  and  1800  a  capital 
of  at  least  one  million  which  in  fact  tho  stock 
loses,  as  the  Company  has  ultimately  to  pay  it. 

The  question  it  seems  to  me  is  simply  this  :    Is 


it  better  to  have  th<;  stock  at  35  per  eent.  or  5  per 
cent,  below  value  of  Hudson  River  Railroad,  that 
never  paid  a  dividend,  the  result  of  giving  up  4 
years  dividends  to  restore  theComjany  to  general 
confidence  and  credit,  or  is  it  bettt^r  to  make  a 
long  loan  and  earry  stock  up  iu  view  of  early  di- 
vidends, to  sec  it  and  its  bondu  again  depressed  in 
1859  as  it  now  is  1  A  4  year  loan  and  large  sink- 
ing fund  will  fully  feslore  the  Comiiaiiy  to  public 
confidence.  Sjieculalion  in  shares  may  cease,  but 
with  every  $310,000  paid  into  sinking  fund,  con- 
fidence in  shares  must  revive.  Slowly,  but  surely 
they  will  rise,  to  keep  up;  while  a  long  loan  may 
bring  about  rapid  rise,  and  give  a  few  a  ehance  to 
realise  fortunes,  while  in  1859  fortunes  will  again 
be  lost,  in  tho  same  manner  they  have  beeu,  on 
tho  shares,  if  the  third  mortgage  does  not  sell 
freely  to  redeem  second  mortgage. 

Suppose  the  25  year  loan  is  accepted,  what  will 
it  sell  at  1  will  it  sell  over  80  I  will  it  sell  at  that 
price  1  In  1859  will  the  third  luortgago  sell  bet- 
ter, while  this  25  yeai  loan  with  sinking  fund  ex- 
ists 1  The  Company  v.  ill  sink  1  million  to  1*  mil- 
lion in  discount  on  loans.  Please  calculate  the 
amount  of  this  interest  for  25  years  to  come.  A 
capital  invested  at  7  per  cent,  doubles,  calculating 
interest  upon  iuterest,  iu  about  11  ytars !  Stock- 
holders by  sinking  1  million  in  discount  thus  sa- 
crifice in  11  years  about  2  millions,  in  22  years 
about  4  millions  of  dollars  ;  and  if  1}  million  is 
sunk  in  discounts  on  loans  it  will  run  up  to  a  sa- 
crifice of  about  ."it  it /I  millions  in  25  years. 

Better  face  it  at  onco  and  lose  4  yeans'  dividends 
to  restore  bonds  and  stock  to  confidence  and  value. 
It  is  the  cheapest  remedy  after  all.  ,.^ 

Another  thing  I  wouhl  suggest  is  that  where  the 
debt  is  equal  to,  or  exceeds  tho  capita!  sloek  of  a 
company,  the  conq^any  should  admit  as  directors 
a  fair  projiorlion  of  bond  holders.  Perhaps  the 
Directors  ot  Erie  Railroad  Company  do  not  repre- 
sent, in  themselves,  one  million,  par  value,  of 
shares,  they  may  or  they  may  not,  and  they  may 
not  hold  one  Bond,  it  seems  to  nie  uitfair  that  the 
stockholders  alone  should  manage  a  company 
where  the  stock  is  but  ja  or  V4  of  capital  invested 
in  road. 

1  am  neither  stockholder  nor  bondholder  in 
Erie  Railroad  just  now,  nor  have  I  ever  been  a 
stockholder.  I  have  but  a  general  iuterest  in  the 
road  as  <\\g  most  prominent  and  productive  one 
in  the  United  States,  if  not  in  the  world.  I  look 
upon  it  as  a  great  and  glorious  undertaking,  that 
even  with  the  deficient  management  under  which 
it  has  sufiered,  cannot  be  ruined.  It  will,  it  must 
succeed,  sooner  or  later.  I  am  duly  desirous  to 
point  out  the  only  true  remedy,  to  bring  it  into 
permanent  favor,  and  as  soon  as  possible:  the  more, 
as  in  EuroiHJ  to  my  knowledge,  Erie  is  the  stan- 
dard by  which  our  railroad  securities  are  gener- 
ally judged,  and  any  deficient,  incorrect,  or  inju- 
dicious course  will  lead  to  tho  general  discredit  of 
all  our  railroads.  I  feel  confident  that  a  short 
loan,  with  an  adequate  sinking  fund  will  prove  to 
the  world  at  large,  that  our  railroails  are  no  hum- 
bug concerns,  and  though  wc  may  for  a  time  mis- 
judge and  mismanage,  we  in  the  end  are  good  for 
our  debts, 

Po.ssibly  with  the  arrangement  for  floating  debt, 
it  will  not  suit  the  Erie  Company  to  create  a  4 
year  loan,  and  give  up  to  trustees  $310,000  semi- 
annually. That  of  course  must  be  considered,  au 
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if  necessary  a  5  or  6  year  loan  be  substituted  for 
the  4  year  one,  I  propose.  What  and  all  I  ask  is  that 
the  Company  show  to  the  world  they  can  pay  off 
a  loan.  Nothing  harms  us,  and  our  credit  abroad 
more,  than  paying  off  old  debts  by  creating  new 
ones.  I  appeal  finally  to  all  railroads,  if  they 
have  their  own,  and  the  general  credit  at  heart, 
to  create  sinking  funds  even  for  debts  that  are 
long  since  negotiated.  It  will  raise  our  credit 
abroad  and  revive  denutnd  for  our  securities,  and 
as  natural  consequence,  improve  prices. 
^    Sept.  6th,  1864.:f    Vf.      V.  .,      .     ;   m. 


(For  tlie  Araerlcaii  RailroaJ  Journal.) 
Kri«  Railroad—Its  EnKlneerlng  Hlatory. 

Mr.  Editor— I  have  read  with  attention  and 
satisfaction  your  article  upon  the  " Erie  Railroad" 
in  the  Journal  of  September  2d.  And,  with  your 
permission,  will  correct  some  statements  which  I 
think  are  calculated  to  do  injustice  to  individuals 
heretofore  connected  with  the  road. 

You  say  "the  company  suffered  exceedingly  for 
the  want  of  a  competent  Ckief  of  the  engineering 
department,  to  give  consistency  and  uniformity  to 
the  estimates  and  expenditures.  No  proper  idea 
seems  ever  to  have  been  formed  of  the  cost  or  the 
magnitude  of  the  work,  but  estimate  after  esti- 
mate affinal  cost  appear  to  have  been  made  from 
the  extent  of  the  demands  immediately  pressing 
upon  the  Company,"  You  also  say  in  another 
place :  'Another  great  nlistake  was  the  neglect 
of  the  Company  to  employ  a  competent  chief  engi- 
neer during  the  progress  of  the  work"  &c. 

You  will  recollect  that  the  first  Chief  Engineer 
of  the  Erie  Railroad  was  Benj'n  Wkigbt,  under 
whose  directions  in  1834  and  1836,  the  first  sur- 
veys were  made  by  James  Seymour  and  Charles 
Ellet,jr.  No  one  will  dispute  the  claim  of  Judge 
Wright  to  a  place  in  the  first  rank  of  engineers. 
His  report  is  not  before  mc,  but  I  recollect  that 
he  made  the  route  for  Ibe  load  483  miles  long, 
that  he  reported  that  an  incliiud  plane  would  be 
required  at  the  westerly  descent  of  Shawangunk 
M  >untain,  and  another  one  at  the  western  termi- 
nus of  the  road  near  Dunkirk,  that  the  ruling 
grades  on  every  working  division  of  the  road 
would  be  at  least  70  feet  per  mile,  and  in  some 
cases  considerably  more,  that  no  curve  would  be 
of  less  radius  than  600  feet,  and  that  the  total 
cost  of  the  road  would  be  five  millions  of  dollars 
I  will  submit  for  your  consideration,  as  well  as 
the  consideration  of  others  who  are  familiar  with 
railroad  matters,  whether  you  would  rather,  to- 
day, own  stock  in  a  road  built  upon  Judge  Wright's 
plan  at  a  cost  of^ce  millions,  than  the  road  as  ac- 
tually built  at  a  cost  of  thirty-five  millions  1 
^  During  Judge  Wright's  administration  he  was 
assisted  by  such  men  as  Edwin  F.  Johnson, 
Col.  Talcott,  Major  Courtenay,  Charles  Ellet  jr., 
James  Seymour,  H.  C.  Seymour  and  others;  and 
consultod  especially  with  Moncure  Robinson  and 
Jonathan  Knight ;  and  at  the  time  of,  his  leaving 
the  road  (Fall  of  1836,  I  believe,)  it  was  ascer- 
tained as  the  result  of  further  and  very  extensive 
examinations  along  tbo  whole  ieagth  .f  the  line, 
that  the  Shawangunk  Mountain  could  D3  overcoma 
by  grades  of  100  feet  per  mile  aad  that  the  des- 
cent to  Lake  Erie  could  be  accomplished  by  a 
grade  of  sixty-eight  feet  per  mile. 

During  Judge  Wright's  administration  40  miles 
of  the  line  was  definiiely  located  and  about  two- 


thirds  graded  between  the  mouth  of  the  Callicoon 
Creek  and  the  village  of  Deposit  on  the  Delaware 
River. 

The  work  was  suspended  in  the  spring  of  1837. 
In  the  summer  of  1838  Major  T.  S.  Brown  was'ap- 
pointed  to  locate  the  western  ten  miles,  leading 
out  of  Dunkirk,  and  H.  C.  Seymour  the  eastern 
ten  miles  from'Piermont.  Mr.  E.  F.  Johnson  act- 
ing as  consulting  engineer.  The  grade  at  the 
western  end  of  the  road  was  reduced  to  60  feet 
per  mile.  The  eastern  end  was  also  located  with 
the  same  maximuraj  and  both  extremities  put  un- 
der contract.  ■  <  ■    •       C  '■-:'_---  :      '^-X 

Edward  Miller  of  Pennsylvania  was  appointed 
chief  engineer  in  the  summer  of  1839  and  filled 
the  ofBce  till  the  assignment  in  1841 ;  Major 
Brown  acting  as  associate  engineer.  During  his 
administration  the  line  from  Binghamton  to  Dun- 
kirk was  located,  and  partly  constructed,  the  lo- 
cation was  made  with  reference  to  using  piles 
wherever  the  ground  would  admit,  and  more  than 
one  hundred  miles  were  actually  driven  upon  the 
Susquehanna  and  Western  Divisions  ;  H.  C.  Sey- 
mour having  charge  as  Division  Engineer  of  the 
Eastern,  A.  C  Morton  of  the  Delaware,  Geo.  E. 
Hoffman  of  the  Central,  Charles  B.  Stuart  of  the 
Susquehanna,  and  Major  Brown  of  the  Western 
Division.  '-:,-.,  ■■.■'    ";■:•;■':■'       ■•/  • 

The  line  from  Hornellsville,  twelve  miles  west- 
ward to  Almond  Summit,  was  located  and  partly 
graded  upon  a  maximum  grade  of  sixty- nine  feet 
to  the  mile.  No  definite  location  of  the  line  had 
been  decided  upon  up  to  this  time,  (except  the 
40  miles  on  the  Delaware  River)  between  the 
Shawangunk  summit  and  Binghampton.  During 
the  assignment.  Major  Brown  was  appointed  Chief 
Engineer.  On  the  resumption  of  work  in  1845  by 
the  Board  of  Directors  of  which  Mr.  Loder  was 
chosen  President,  Major  Brown  was  retained  as 
Engineer  and  Horatio  Allen  was  appointed  Con- 
sulting Engineer,  the  question  of  location  between 
Shawangunk  summit  and  Binghampton  was  taken 
up,  and  after  a  long  struggle  in  the  Legislatures 
of  New  York  and  Pennsylvania  the "  necessary 
laws  were  passed  authorizing  the  Company  to  lo- 
cate a  portion  of  their  road  in  Pennsylvania.  The 
New  York  Legislature  appointed  a  commission 
consisting  of  Messrs.  John  B.  Jervia,  Horatio  AL 
len,  and  0.  W.  Childs,  to  examine  this  question 
with  reference  to  the  comparative  merits  of  the 
interior  route  through  Sullivan  county  and  the  one 
now  adopted.  The  commission  decided  in  favor 
of  the  latter,  principally  on  account  of  the 
great  saving  in  rise  and  fall,  and  the  reduction  of 
maximum  grades.  After  this  decision  the  line 
was  immediately  placed  under  contract  from  Sha- 
wangunk summit  to  Port  Jervis,  and  very  soon 
afterwards,  to  Binghamton.  The  descending 
grade  from  Shawangunk  summit  to  Port  Jervis 
was  reduced  to  45  feet  per  mile.  The  grade  along 
the  Delaware  between  Port  Jervut  and  Deposit  (90 
miles)  does  not  exceed  15  feet  per  mile,  ascending 
westerly;  and  is  either  Uvel,  or  descending  the 
whole  distance  easterly ;  the  summit  between  De- 
posit and  Susquehanna,  (Lanesboro),  was  over- 
come by  a  maximum  grade  of  60  feet  per  mile. 

Major  Brown  left  the  .service  o  tho  so^pauy  in 
the  Fall  of  1849 ;  up  to  which  time,  the  road  had ' 
been  completed  to  Elmira,  and  the  location  had 
been  4^ided  u|k>d  ao4  Uio  line  partly  graded 


rom  Elmira  to  Hornellsville,  the  previous  lo- 
cation made  by  Mr.  Stuart  between  Bingham- 
ton and  Hornellsville  and  upon  which  piles 
had  been  driven  nearly  the  whole  distance 
with  maximum  grades  of  40  feet  per  mile  was 
generally  abandoned,  and  the  line  wat*  adapted  to 
a  graded  road,  with  maximum  grades  between 
Susquehanna  and  Hornellsville  (150  miles)  of  15 
feet  per  mile  ascending  iccsterly,  and  5  ascending 
easterly. 

During  the  administration  of  Major  Brown,  he 
was  assisted  by  the  following  Division  Engineers  ; 
Sila.s  Seymour,  from  Middletown  to  Sbohola  (or 
Barry vilk;) ;  W.  H.  Sidell,  from  Shohola  to  the 
mouth  of  the  Callicoon ;  L.  J.  Stanclifffrom  Calli- 
coon to  Deposit ;  Julius  W.  Adams  from  Deposit 
to  Binghamton ;  and  L.  J.  Stancliff  from  Bing- 
hamton to  Hornellsville.  Major  Itorel  took 
charge  of  Mr.  StancliflTs  Division  on  the  Delaware, 
after  Mr.  Stancliff  was  appointed  to  the  Susque- 
hanna Division. 

Before  Major  Brown  left  the  service  of  the 
Company  (and  daring  the  simimer  of  1848),  Silas 
Seymour  was  appointed  to  revise  and  locate  the 
line  between  Corning  and  Lake  Erie.  The  location 
as  before  remarked  was  decided  upon  as  for  webt 
as  Hornellsville,  before  his  departure  for  Russia, 
and  the  surveys  between  UornellsviUe  and  Dan- 
kirk  were  in  progress.  The  surreys  were  completed 
in  the  spring  of  1850,  and  resulted  in  the  recom- 
mendation to  the  board  by  Mr.  Seymour,  and  Mr. 
Horatio  Allen,  Consulting  Engineer,  of  a  line  which 
shortened  the  distance  between  five  and  six  miles 
from  Hornellsville  to  Dunkirk,  and  reduced  the 
maximum  grades  ascending  westerly  from  69  to 
50  feet  per  mile,  and  ascending  easterly  from  60  to 
40  feet  per  mile.  This  line  was  finally  adopted 
by  the  Board,  although  in  doing  so,  they  aban- 
doned a  very  largo  amount  of  work  which  bad 
been  done  upon  the  old  location.  The  line  was 
immediately  put  under  contract^  and  the  road 
completed  to  Dunkirk  in  the  spring  of  1851,  under 
the  direction  of  the  following  Division  Engineers, 
viz  :  L.  J.  Stancliff,  from  Hornellsville  to  Almond 
Summit ;  McRae  Swift,  from  Almond  Summit  to 
the  Nine  mile,  (on  the  Allegany  Riv«r),  and 
Silas  Seymour^  from  nine  mile  to  Dimkirk. 
Mr.  Horatio  Allen  continued  to  act  as  the  Consult- 
ing Engineer  of  the  Company  until  the  comple- 
tion of  the  road. 

From  this  hasty  sketch  of  the  principal  features 
in  the  EngifUt-nng  history  of  the  road,  you  will 
see  that  there  has  been  a  gradual  and  constant 
improvement  in  the  thi^ee  most  important  features 
or  characteristics  of  the  road :  to  wit,  alignment, 
maximum  grades,  and  plan  of  construction.  I 
think  you  will  also  admit  that  the  Company  have 
availed  themselves  of  the  best  engineering  talent 
in  the  country  during  the  difilrent  stages  of  the 
road's  progress,  running  as  it  does,  through  a  pe- 
riod of  seventeen  years.  It  is  not  claimed  that 
these  improvements  have  been  attained  without 
great  increased  cost;  but  it  is  claimed,  and  can,  I 
think,  be  clearly  demonstrated,  that  no  important 
change  or  improvement  has  been  recommended 
by  the  Engineers  and  adopted  by  the  Company  " 
up  to  the  time  of  the  completion  of  the  road,  that 
has  not  resulted,  or  will  not  result,  in  great  and  per- 
manent advant-o^e  to  the  stockholders,  and  also  to 
the  public. 

OBSERVER. 
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Mobile   H«rb«r. 

The  improvemeDt  of  the  navigatiou  of  her  har- 
bor appears  to  be  the  condition  of  the  future 
greatness  of  Mobile.  Ottherwiae,  she  has  most 
valuable  and  iudefeasable  elements  of  prosperity 
Her  central  position  on  the  gulf,  and  on  the  thresh 
old  of  a  vast  natural  drainage,  besides  the  most 
important  relation  she  will  soon  sustain  to  a  mag- 
nificent system  of  railroads,  are  all  commercial 
advantages  of  a  superior  order.  Her  rate  of 
growth  is  probably  now  greater  than  that  of  any 
other  city  on  the  Southern  coast. 

When  the  railroads  centering  at  Mobile  are  con- 
sidered, and  when  reasonable  estimates  are  formed 
of  the  results  likely  to  attend  their  completion,  it 
mast  b«  admitted  that  she  has  commercial  re- 
■ourccs  far  in  advance  of  some  cities  of  first  rank. 
With  any  knowledge  of  the  directness  of  these 
roads,  and  of  the  great  staples  produced  through- 
oot  (b«  ten  to  twenty  degrees  of  latitude  through 
which  they  are  to  pass.  Mobile  appears  with  the 
promise  of  becoming  a  great  commercial  center. 
We  feel  certain  that  a  commercial  interest  is  to  be 
soon  developed  there,  sufficient  for  the  proper  im- 
provement of  her  harbor  at, least,  and  beyond,  the 
limits  of  the  sea  are  the  bounds  to  which  her  trade 
may  extend.     ^  iv-.'-     ^.  :^-'-- i\ '>  ,  --• 

The  withdrawal  of  the  steamers  running  from 
New  York  to  Mobile,  to  be  put  on  the  New  Orleans 
route,  is  therefore  likely  to  create  a  false  impres- 
sion of  the  commercial  wants  and  of  the  marine 
accessibility  of  Mobile.     A  large  ocean  steamer 
was  built  more  than  two  years  since,  expressly 
for  the  Mobile  trade,  and  has  continued  to  run 
regularly  from  this  port  for  that  time.     Within  a 
few  weeks   a   new  steamer   has   been  added  and 
now,  at  a  time  when  the  usual  fall  trade  is  just 
eommencing,   both  boats  are  truusferrtd   to  New 
Orleans.     It  is  not  believed  that  the  commerce  of 
Mobile  is  declining,  or  that  the  difficulties  encoun- 
tered in  approaching  her  piers  are  increasing.     It 
i  s  supposed  that  tliesu  boats,  both  of  which  were 
built  with  a  full   knowledge  of  the  exi>enses  to 
which  they  would  be  subjected  for   lighterage  in 
Mobile  Bay,  have  merely  abandoned  a  i;ood  for  a 
belter  business. 

As  the  experience  with  these  steambers  maybe 
possibly  regarded  as  a  test  of  the  navigable  capa- 
city of  Mobile  Bay  we  propose  lo  describe  its  gen- 
eral hydrography  and  to  point  out  it.s  available 
and  ultimate  improvements. 

:  The  Bay  of  Mobile  is  about  30  miles  from  North 
to  South,  and  ranges  in  width  from  3  to  20  miles. 
The  general  wihth  of  the  Northern  20  miles  of  the 
bay  is  not  far  from  nine  miles.  The  rapid  increase 
of  width  of  the  Southern  portion  forms  a  broad 
bay  on  the  Eastern  side,  shut  off  from  the  gulf  by 
a  long  branch  of  land,  and  called  Bon  Secours 
Bay.  This  portion  of  the  main  bay  has  nowhere 
12  feet  depth  at  mean  low  tide. 

The  lower  end  of  the  bay  is  nearly  shut  off  from 
the  gulf  by  the  long  branch  of  land  referred  to, 
and  by  "  Dauphin  Island."  The  latter,  some  10^2 
miles  long,  an  d  very  narrow,  is  probably  an  ex- 
tended bar,  formed  by  the  counter  current  between 
the  discharge  from  the  bay  and  the  Gulf  Stream. 
The  entrance  to  the  bay,  and  towards  its  Western 
side,  is  about  three  miles  wide.  The  navigable 
portion  is  however  less  than  one  mile  in  width. — 
The  Mam  channel,  off  Mobile  point,  has  48  feet  of 
water,  but  the  "  outer  bar,"  about  6  miles  outside, 


has  but  20^  feet  at  mean  low  tide.  Inside  Mo 
bile  point  (31  miles  below  the  city)  an  anchorage 
ground,  covered  with  18  feet  of  water,  extends 
north  abont  6  miles  and  for  a  ^eii<  ral  width  of 
about  2  miles.  This  is  called  the  "  Lower  fleet," 
and  duL;,  not  approach  within  3  miles  of  the  west- 
ern hhoru  of  llie  bay.  From  the  18  feet  anchor- 
a^'e,  vessels  of  lighter  draught  may  proceed  in  12 
ihvX  or  more  water  to  within  8  miles  of  the  city, 
and  within  61^  miles  of  the  15  feet  water  at  the 
mouth  of  Mobile  river.  The  upper  limit  to  the 
12  feet  water  is  the  boundary  of  the  "  upper 
fleet,"  and  this  depth  of  water  approaches  within 
\}^  miles  of  the  west  shore,  at  a  point  24  miles 
below  the  city ;  to  within  2^g  miles  of  the  same 
and  10  miles  below  the  city  ;  and  to  within  2400 
feet  of  the  east  shore  at  "  Alabama  city, '  14  miles 
S.  S.  E.  from  Mobile.  Above  the  "  upper  fleet" 
vessels  of  but  8  feet  draught  can  go  up  to  Mo- 
bile. 

The  navigable  depth  of  the  bay  is  of  course  in- 
fluenced by  tides,  but  these  usually  rise  and  fall 
but  to  a  small  amount.  The  time  and  height  of 
low  water  are  irregular,  and  are  much  influenced 
by  the  direction  and  force  of  the  wind.  The  av- 
erage rise  and  fall,  from  observations  at  Fort  Mor- 
gan, is  1  2  feet.  The  rise  of  the  highest  tide 
above  mean  low  water  is  2.2  feet,  the  fall  of  the 
lowest  tide  b«'low  1.4  feet;  greatest  range  of  tide 
3.6  feet.  There  is  generally  but  one  high  and 
one  low  water  in  24  hours,  the  rise  and  fail  being 
greatest  when  the  moon's  declination  is  great- 
est. 

The  wind.-4  blowing  from  the  S.  E.  and  round  by 
S.  to  S.  W.  tend  to  raise  the  water  io  Mobile  Bay. 
Northerly  winds  tend  to  depress  it.  The  prevail- 
ing winds  are  easterly,  the  relative  duration  of  a 
wind  from  an  easterly  point  to  that  from  a  west- 
erly one,  for  an  entire  year,  being  as  2  to  1.  The 
directions  of  the  prevailing  winds  during  the  dif- 
ferent mouths  are  as  follows  : 

Dec,  Jany.  and  Feby.  Northerly  with  an  occas- 
ional excess  of  S.  E. 

March  and  April,  Northerly  and  S.  E. 

May,  June  and  July,  E.,  8.  E  ,  S.  and  S.  W., 
with  an  excess  of  S.  W.  (the  sea  breeze.) 

August,  variable  with  an  excess  of  8.  W. 

Sept.,  Oct.  aud  Nov.  N.  and  N.  E. 

Nearly  the  whole  bottom  of  the  bay  is  of  soft 
blue  mud. 

The  upper  end  of  the  bay  is  formed  by  the 
delta  of  the  Mobile  aud  Tensaw  rivers,  the  diluvi- 
al deposits  of  which  have  foi  med  a  nearly  coitiu- 
uous  bar,  covered  by  less  than  6  feet  of  water, 
and  extending  across  the  bay.  In  the  single 
channel  through  this  bar  the  water  is  12  feet, 
while  at  Dog  River  Bar,  at  the  termination  of  the 
channel  ujwn  the  level  bottom,  the  depth  at 
mean  low  tide  is  but  8i  feet.  Zy^  miles  of  the 
main  channel  have  less  than  11  feet  depth.  The 
deepest  water  on  the  bars  at  the  mouth  of  the 
Mississippi,  in  the  South  West  Pass,  is  13  feet. 

One  improvement  now  going  on  is  the  contrac- 
tion of  the  channel  of  Mobile  river,  whereby  great- 
er scouring  power  is  anticipated.  The  closing  of 
some  of  the  unused  passes  at  the  north  of  the  river 
may  be  alone  sufficient  for  the  abrasion  of  Dog 
River  Bar  for  two  or  three  feet. 

The  citizens  of  Mobile,  now  bound  by  pressing 
engagements  upon  their  railroads  have  not  yet 
undertaken  any  municipal  action  with  reference 


to  the  improvement  of  their  harbor.  As  the  la8t 
hope  of  aid  from  the  national  government  has  fal- 
len under  the  presidential  veto  of  the  River  and 
Harbor  bill,  the  people  of  Alabama  may  complete 
the  improvement  in  their  own  capacity. 

At  Alabama  port,  24  miles  below  Mobile  and  on 
the  west  shore  of  the  bay,  the  12  feet  water  ap- 
proaches to  within  \}^  miles  of  the  shore.  The 
Mobile  and  Ohio  road  will  probably  extend  to  this 
point,  where  a  pier  of  abont  the  length  of  the 
Piermont  pier  of  the  Erie  railroad  would  carry  the 
trains  to  the  vessels'  sides.  10  miles  below  the 
city,  at  Deer  River  point,  a  pier  of  2^  miles 
would  be  required  to  reach  12  feet  water.  These 
two  points  are  the  nearest  to  the  two-fathom 
soundings  of  any  on  the  west  shore.  On  the  East 
shore  the  Mobile  and  Oirard  road,  or  the  Savan- 
nah and  Mobile  road,  could  reach  12  feet  water 
by  a  pier  of  2400  feet  from  Alabama  City,  14  miles 
S.  S.  E,  of  Mobile. 

If  however  the  %%  miles  of  the  channel,  be- 
tween the  "  upper  fleet"  and  the  15  feet  water  at 
the  mouth  of  Mobile  river,  be  deepened  to  12 
feet,  a  cost  of  tracks  and  piers  below,  equal  to  $1,- 
000,000  could  be  saved,  aud  with  a  vastly  greater 
convenience  to  the  mercantile  interest  of  Mo- 
bile. 


North  Alab«iii«    and  Grnnd  Janctiom    Rail- 
'%vay. 

We  are  indebted  to  Mr.  J.  C.  Avery,  Civil  En- 
gineer, for  a  copy  of  the  Southern  Standard,  Co- 
lumbus, Miss.,  containing  an  able  communication 
addressed  by  him  to  that  paper,  in  reference  to  a 
proposed  railroad  from  Columbus  to  the  Tennes- 
see river,  at  Decatur,  Alabama.  The  scheme  is 
called  the  "  North  Alabama  and  Grand  Junction 
Railroad, '  aud,  if  executed,  would  form  a  princi- 
pal and  most  important  link  in  the  grand  trunk 
railway  line  extending  through  Virginia,  from 
Maine  to  the  Gulf  of  Mexico.  The  length  of  the 
projected  road,  as  is  estimated,  is  131  miles,  for 
which  it  is  proposed  to  raise  a  suflScient  amount 
to  pay  the  expenses  of  a  preliminary  survey. 

At  Decatur,  says  Mr.  Avery,  it  will  connect 
directly  with  a  chain  of  roads,  either  completed 
or  in  active  progress,  extending  some  1,460  miles 
on  nearly  an  air-line  to  Bangor,  Me.,  passing 
through  Uuntsville,  Knoxville,  Lynchburg,  Wash- 
ington, Baltimore,  Philadelphia,  New  York  aud 
Boston,  and  constituting,  with  the  proposed  ex- 
tension south-westerly,  the  longest  air  line  road 
in  the  world.  While  this  line  will  furnish  a  di- 
rect outlet  to  the  Gulf  for  the  trade  and  travel  of 
the  entire  country  east  of  the  Alleghanies,  embra- 
cing all  of  New  England  and  the  greater  portion 
of  the  middle  States  as  far  South  as  theCarolinas, 
there  is  still  another  line  of  roads  skirting  the 
Cumberland  Mountains  on  the  west,  and  opening 
a  very  direct  route  from  Decatur  to  Cincinnati, 
passing  through  Huntsville,  Ala.,  Winchester 
and  McMinnville,  Tenn.,  and  Danville  and  Lex- 
ington, Ky.  This  line,  in  connection  with  the 
North  Alabama  and  Grand  Junction  Railroad  will 
form  part  of  the  shortest  connection  between 
Cincinnati,  the  most  important  commercial  city 
and  railway  centre  in  the  west,  and  the  Gulf 
ports.  A  third  route  has  been  chartered,  the 
greater  portion  of  which  is  now  in  progress  of 
construction,  extendiug  from  Decatur  through 
Pulaski,  Columbia  and  Nashville,  Tenn.,  to  Lou- 
isville. Ky.    '  ■::*■>      *      i  >  /    ■       '  ■'-   c--: 
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..  The  communication  proceeds  to  say : 

These  three  trunk  roads,  by  reason  of  their  ad- 
mirable location  and  connections,  will  control  at 
least  two  thirds  of  the  business  between  the  Gulf 
and  the  Northern  and  EasU^rn  States. 

The  North  Alabama  and  Qrand  Junction  Road 
was  projected  with  a  view  to  effecting;  the  sh4trt- 
cst,  cheapest  and  ttwsI  direct  connection  between 
the  system  of  roads  al>ove  referred  to,  all  con- 
verging to  tho  common  point,  Decatur,  and  those 
terminating  on  tho  Qnlf. 

Columbus,  the  southern  terminus  of  the  road, 
will  have  railway  communication  with  Mobile  in 
loss  than  a  year,  and,  by  m<>ans  of  a  road  rec«Mit- 
ly  chartered  between  Jackson,  Miss.,  and  the 
point  of  junction  of  the  Columbus  Branch  with 
the  Mobile  road,  styled  the  "  South-western-Air- 
Line  Extension  Railroad,"  a  direct  connection 
will  be  eflected  with  both  the  New  Orleans  and 
Texas  Roads. 

By  inspection  of  a  map  of  the  United  States, 
it  will  be  .seen  that  the  cities  of  Jackson  and  Co- 
Iambus,  Mi.ss.,  and  Decatur,  Ala.,  are  precisely 
in  the  same  straight  line,  which  line  being  pro- 
duced would  coincide  very  nearly  with  the  chain 
of  roads  before  referred  to,  leading  from  tho  latter 
city  in  the  direction  of  New  York,  thns  giving 
us  an  air-line  road  from  Jackson,  Miss.,  nearly 
to  the  extreme  eastern  boundary  of  Maine,  a  dis- 
tance of  more  than  1,700  miles!  In  connection 
with  the  New  Orleans  and  Jackson  Road,  it  would 
constitute  a  grand  National  thoroughfare,  extend- 
ing diagonally  across  the  whole  breadth  of  the 
Union,  and  connecting  the  principal  commercial 
depot  of  the  South-west  with  all  tiie  Northern  At- 
laDtic  cities. 

It  may  be  safely  affirmed  that  no  other  line  of 
roads,  looking  to  the  same  general  connections, 
can  compete  with  the  roote  here  marked  out,  in 
all  the  elements  essential  to  the  cheap  and  rapid 
transport  of  freight  and  passengers  between  the 
two  extremes.  Through  Virginia  and  Tennessee, 
the  route  is  remarkably  direct,  and  rendered  en- 
tirely secure  from  competition  by  the  mountain- 
ous character  of  the  country  on  either  side  of  the 
line.  Going  south-westerly  from  Decatur,  nature 
seems  to  have  made  express  provision  for  the  ex- 
tension of  the  road  in  a  straight  line  to  Jackson, 
Miss.,  a  careful  reconnoissauce  of  the  route  de- 
monstrating the  existence  of  an  unusually  fa- 
vorable line  for  the  construction  of  a  road, 
both  as  regards  first  cost  ani  economical  work- 
ing. 

At  Jackson,  as  has  been  stated,  we  not  only 
connect  directly  with  the  New  Orleans  road,  but 
also  meet  a  road  now  in  process  of  const  ruction, 
running  due  west  through  Vickshurg  to  Shreve- 
port.  La.,  and  soon  to  be  extended  entirely  across 
the  State  of  Texas,  and  perhaps  eventually  to  reach 
the  Pacific. 

This  is  a  roost  important  connection  for  our 
projected  line,  as  it  will  throw  upon  it  the  great 
bulk  of  the  travel  and  transportation  between  Lou- 
isiana and  Texas,  and  the  Northern  and  Eastern 
SUtes. 

By  the  proposed  connections,  the  distance  be- 
tween New  Orleans  and  N,  York  will  be  reduced 
to  1,430  miles,  and  the  time  of  transit  to  2^ 
days;  fVom  New  Orleans  to  Cincinnati  877  miles, 
time  H  days,  and  to  Louisville  760  miles,  time  IJ 
days. 

By  the  construction  of  the  short  link  between 
Columbus  and  Decatur,  these  results  may  be  rea- 
lized within  a  period  of  three  years,  as  this  will 
allow  ample  time  for  the  completion  of  all  the 
other  connections  referred  to. 

The  connection  of  Decatur,  Ala.,  with  Jackson, 
Miss.,  is  very  important,  for  the  reasons  urged  by 
Mr.  Avery.  But  as  a  railroad  for  that  purpose 
would  properly  be  deflected  to  Pikeville,  to  avoid 
the  broken  ground  in  the  south  of  Lawrence  coun- 
ty, and  for  local  purposes,  it  spears  to  us  that  it 
should  thence  continue  to  Aberdeen.  Miss.,  aad 
connect  with  the  Great  Northern  road;  rather 
UuD  to  coQstruct  a  rival  line  (known  as  the 


"  South  Western  Airline  exteuB:ou")from  Colum- 
bus to  Jackson. 


Rallroada  in  lowra. 

We  condense  from  the  corre.spuudeuce  of  the 
Democratic  Press,  the  folhiwiag  informntion  rela- 
tive to  th<>  progress  ol  Iowa  in  railroads  and  in  the 
development  of  her  towns  and  cities. 

There  are  three  divisions  of  the  Mississippi  and 
Missouri  road,  viz     lirat,  second  and  third. 

The  Davenport  and  Iowa  i.s  tho  first  division, 
and  will  run  ullimately  to  Council  Bluffs.  It  is 
located  to  Fort  Des  Moines,  running  through  the 
southern  corner  of  Scott  County,  tlienco  through 
the  northern  line  of  Muscatine,  via  Moscow, 
thenco  through  Johnson  to  Iowa  City,  thence 
through  Iowa  County,  eight  miles  north  of  the 
Southern  line,  and  six  south  of  Marengo ;  thence- 
bearing  north  through  Poweshiek,  thence  west 
through  Jasper,  via  Newton,  thence  south-west  to 
Des  Moines  in  Polk  County.  The  heaviest  grading 
on  this  road  is  through  Jasper  County.  January 
1st  it  will  be  in  running  order  from  Davenjwrt  to 
Iowa  City.  One  survey  has  been  made  from  Fort 
Des  Moines  to  Kanesville  and  the  Bluffs. 

The  Muscatine  and  Oskaloosa  is  the  second. 
It  is  located  to  O.skaloosa,  has  three  hundred  men 
at  work,  and  is  under  contract  to  Fredona.  This 
road  will  probably  run  to  the  mouth  of  the  Platte. 
It  is  not,  at  any  rate,  the  intention,  to  run  it  to 
Council  Blufis.  From  Muscatine  it  runs  south- 
west to  Columbus  City,  in  Louisa  Co.;  thence  west 
through  Louisa  and  Washington,  via  the  town  of 
Washington,  thence  through  Keokuk,  six  miles 
norAi  of  the  southern  county  line,  thence  to  Oska- 
loosa, in  Mahaska  Co. 

The  Muscatine  and  Cedar  Rapids  branch  is  the 
third  division  of  the  M.  &  M.  Read.  It  is  under 
contract  from  Muscatine  to  Moscow,  and  will  be 
completed  by  first  of  May  next.  The  M.  &-  M. 
Company  is  composed  principally  of  stockholders 
in  the  Chicago  &  Rock  Island  Railroad. 

The  Burlington  and  Wisconsin,  a  connection  of 
the  Northern  Cross  and  Military  Tract  Road  to 
Aurora.  It  is  controled  by  the  Michigan  Central 
Railroad  It  is  located  and  under  contract  to  Ot- 
tumwa,  running  north  of  west  through  Des  Moines 
and  Henry  counties,  via  the  towns  of  Hartford  and 
Mt.  Pleasant,  thence  to  Fairfiwld  in  Jefferson  Co., 
thence  to  Ottumwa,  in  Wapello.  It  will  probably 
run  thence  to  the  mouth  of  the  Platte,  nearly 
through  the  centre  of  the  counties  of  Monroe, 
Lucas,  Clarke,  Union,  Adams,  Montgomery  and 
Mills.  It  is  built  by  the  Michigan  Central  Com- 
pany. Wo  thus  have  three  lines  west  from  the 
Mississippi,  all  coDverging  to  nearly  the  same 
point.  It  is  now,  however,  considered  a  well  sett- 
led fact  that  fifteen  miles  of  rich  country  on  each 
aide  of  a  railroad  track  is  sufficient  for  its  sup- 
port. If  8Dch  is  the  case,  Iowa  can  support  many 
more  railroads  that  have  yet  been  located  or  talk- 
ed of. 

Another  road  is  in  contemplation  from  Dubuqae 
west.  What  steps  have  been  or  will  be  taken  with 
regard  to  it,  I  have  not  been  able  to  learn. 

Of  Muscatine  the  correspondent  of  the  Press 
says:  f.  /  =>'•  ■■ 

Muscatine  county  contains  ten  whole  and  three 
fractional  townsliips,  containing  in  all  an  area  of 
four  hundred  and  thirty-two  s<)uare  miles,  and 
two  hundred  and  seventy-six  tboosand  four  hun- 
dred and  eighty  acres  of  land.  The  county  and 
present  city  of  Muscatine  was  first  settled  by  Col. 
George  Davenport.  Its  distance  above  St.  Louis 
is  three  hundred  miles  ;  eighty  above  the  Lower 
Rapids,  and  thirty  below  the  Upper  Rapids  ;  one 
hundred  and  thirty  below  Dubnque ;  thirty  miles 
east  of  Iowa  City,  and  fifteen  south,  making  a  di- 
rect north-west  route  to  the  latter  plac«.  The 
number  of  inhabitants,  at  the  census  of  1850,  I 
think,  was  someihing  over  three  thousand — an  es- 
timate in  1851  made  it  over  four,  and  it  is  now 
about  five  thousand.  Bloomington  was  the  origi 
nal  name  of  the  town,  and  I  notice  it  still  holds 
that  now,  on  the  tables  of  distances  on  many  of 
the  Mississippi  stearnn*.-    The  name  was  changed 


n  1845.     In  1853  Muscatiijc  vnm  iucor{K>rated  as 
a  city. 

The    busii.rss   of  Mmicatine   is    principally   in 

lumber,  about  ten  nnlHon  feet  being  sold  annually, 


l)esi(les  large  quantities  of  laths,  shingles  and 
woo«len  ware.  Two  steam  saw  mills  saw  four  mil 
\m\  fe«'t  i)er  annum.  The  logs  corao  principally 
froRi  Minnesota  alwve  the  Falls  of  St.  Anthony, 
and  are  from  two  to  four  weeks  in  reaching  Mus- 
catine'. Coal  is  abundant  in  the  iiorthern  part  of 
Muscatine  county. 

low.i  City  is  33  miles  north-west  from  Musca- 
tine. It  probably  contains  a  jxtpulation  at  the 
present  time  of  near  3,000  inhabitants. 

The  population  of  Iowa  was,  in  185".^,  280,000, 
and  is  now  e.\jK^ctt?d  to  br  fully  up  to  350,000.  A 
recent  census  of  some  of  the  principal  counties 
and  towns  is  as  follows  : 

Present  Populalion  of  Couufies  and  Toicns. 
County.  Popula-     Largest  town      Pof>ula- 


tion. 

Lee ..21,780 

Van  Buren 17,760 

Dubuque 16,600 

Des  Moines  ....16,336 
Sct>tt....,„...  12,570 

Jackson... 12,093 

Jetferson 11,046 

WaiHjllo 10,000 

Muscatine 0,499 

Johnson 8,446 


in  county.          (ion. 
Keokuk 4,789 

Dubnque 6,M4 

Burlington 7,S06 

DaveniK>rt   5,272 

Fairfield 1.018 

Mu.scatiuc 3,694 

Iowa  City 2,670 


Clev*laN«l    l.iO«oiii»tivea. 

Nearly  all  of  our  Exchatigeti  have  copied  extra- 
ordinary accounts  of  the  economical  performance 
of  these  engines,  without  enlightening  us  upon  the 
means  by  which  such  results  have  been  attained. 
Here  is  one  : 

They  are  turning  out  some  valuable  locomotivea 
at  the  Cuyahoga  Works  in  Cleveland,  One  of 
them  was  run  a  distance  of  104  miles,  usii.g  only 
three-fonrths  of  a  cord  of  wood,  by  actual  mea- 
surement The  train  consisted  of  four  cars,  made 
twenty-one  stops,  atid  k<  {>t  up  the  usual  rate  oi 
speed.  The  engine  weighs  twenty-five  tons,  and 
has  a  six  foot  driver.  The  amount  of  fuel  usually 
consumed  in  running  that  distance,  is  3  cords. 

Again,  wc  are  told  tl  at  another  engine  ran  over 
400  miles  with  ''  one  tender  of  wood."  Now  we 
trust  our  friend  Mr.  E.  B  Sterling,  the  principal 
proprietor  ofthe.se  woiks,  will  let  th-^  public  know 
by  what  means  such  economy  is  attained.  Is  it 
due  to  using  coke  or  coal  with  wood,  or  to  the  su- 
perior quality  of  the  wood,  or  to  any  new  arran)^- 
ment  of  the  parts  of  the  engine  ?  The  Railroad 
Journal,  we  should  suggest  would  be  the  beet  me- 
dium for  giving  the  desired  information. 

Ir*n   Brtdgea. 

We  find  in  the  Philadelphia  Register  the  follow- 
ing fair  bit  npon  the  weak  faith  of  many  people  in 
our  country  who  doubt  the  safety  of  iron  bridges. 
From  its  signature  and  tou«  we  should  say  it  was 
from  Herman  Haupt,  Esq. ,  the  able  engineer  of 
the  Pennsylvania  Railroad  Company,  and  whose 
bridges,  constructed  of  iroa,  will  doubtless  long 
outlive  the  prejudice  wl^eh  has  for  a  few  years 
existed  against  this  clasft  of  structures.  In  Eng- 
land, timber  bridges  are  as  rare,  and  perhaps  as 
much  distrusted,  as  iron  hridges  are  at  bone. 
IRON  BKiDeaa. 

The  Ledger  of  yesterday  had  an  article  from 
the  National  Intelligencer  noticing  Uie  fall  of  an 
iron  bridge  at  Washington,  which  clos(>s  with  this 
remark 

"  These  frequent  disasters  must  impair  confi- 
dence in  iron  for  such  purposes." 

We  would  suggest  that  as  ma»y  persons  have 
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been  known  to  die  in  bed,  it  might  be  well  to  cau- 
tion the  public  against  the  use  of  such  articles. 

If  a  chain  strong  enough  to  bear  only  10  lbs. 
should  break  with  the  weight  of  100  lbs.,  should 
the  material  on  that  account  be  condemned  1  Iron 
is,  next  to  stone,  tho  rao!)t  reliable  material  that 
can  be  found  for  bridges,  and  the  most  worthy  of 
confidence,  but  not  one  man  in  twenty  who  pre- 
tends to  plan  bridges  knows  how  to  calculate  their 
strength.  The  failures  that  have  taken  place  have 
all  been  the  result  of  defective  proportion,  and 
shonld  have  been  anticipated.  H. 


Indianapolis  and  Ctneinnatl  Railroad. 

The  following  is  the  recent  report  of  the  Presi- 
dent to  the  stockholders  of  this  road.  The  results 
of  operating  the  road,  although  made  up  from  the 
most  unproductive  months  of  the  year,  show  a 
rate  of  annual  profit  of  above  six  per  cent,  on  the 
total  cost  of  the  work  ;  while  tho  advance  on  the 
value  of  the  land  owned  by  the  company,  would, 
if  considered,  increase  this  rate.  The  current  full 
year,  during  all  of  which  this  road  will  have  the 
advantage  of  continuous  connections  to  Chicago, 
and  during  which  its  local  business  will  become 
better  developed,  while  its  expenses  are  lessened, 
will  furnish  yet  better  results. 

This  road  will  always  furnish  the  shortest  route 
between  the  two  cities  of  Indianapolis  and  Cincin- 
nati, both  of  which,  (having  now  an  aggregate 
population  of  nearly  250,000)  are  growing  at  the 
most  rapid  rate  which  daily  increasing  railroad 
facilities  can  induce.  Lawrenceburg  has  an  advan- 
tage also  in  its  position  on  the  Ohio  river,  as  freight 
can  be  carried  from  the  river  to  Indianapolis, 
and  to  the  upper  portions  of  the  state,  cheaper 
via  Lawrenceburg  and  the  Indianapolis  and  Cin- 
cinnati railroad  than  by  any  other  route. 

The  ultimate  construction  of  a  railroad  from 
Qreensburg,  on  this  road,  to  Terre  Haute,  will  also 
make  this  road  a  part  of  a  great  route  between 
St.  Louis  and  Cincinnati. 

REPORT. 

The  undersigned  submits  to  the  Stockholders  of 
the  Company  a  full  exhibit  of  its  condition  and 
affairs,  embracing  its  operations  since  the  jQrst  of 
December  last,  when  the  running  of  our  cars  bad 
well  commenced,  to  the  first  of  July  last.  This 
exhibit  is  the  result  of  a  very  careful  and  thorough 
examination  and  review  of  all  the  affairs  of  the 
Company  since  its  organization,  and  the  results 
compare  accurately  with  the  books  of  the  Compa- 
ny ;  and  give  a  reliable  and  full  view  of  its  con- 
cerns. 

DR.    INDIANAPOLIS   &   CINCINNATI   R.  R. 
To  amount  of  Stock 

in  Road  paid  for. . . SI, 21  "723  38 
To  1st  Mortgage  7  per 

cent.  Bonds ... 500,000  00 

To  2d  Mortgage  7  per 

cent.  Bonds 400,000  00 

To  Income  7  per  cent. 

Bonds 8,000  00 

To  Real    EsUte    10 

per  cent.  Bonds. . .       200,000  00 
To   Income    10    per 

cent.  Bonds 200,000  00 

To  Bills  Payable....       263,440  38 
To  receipts  for  trans- 
portation, 7  montb«.  ,    .        •  .•< 

fromDecembtrlst,   '       ■      , 

1853,  to  July  1st, 

18-54 145,947  80     ,  ,: 

To    profits  on    Real  ,         '   ' 

Estate    sold    since 

December  1  St 16,307  00 

$2,937,418  61 

..■^^•.     ..>     ,:-^'      ^        •-,.:.,.        -fc     1^1  •',    iff-  — — — — ^ 


CR. 

By  amount  paid  for  '     '  >  f 

construction        of 

Road 81,739,304  17  .. 

By  cost  of  Land  re-  •'    _ 

served   for  use   of  •     ' 

Company 03,276  00        , 

By  cost  of  Equipments 

forRoad 342,325  21 

By  interest  on  Stock 

to     Ist     January,  '  . 

1854,  in  Stock ... .       106,19409  : 

By  amount  paid  for 

tax  es    and  repairs  '  " 

on  Real  Estete ....  8,296  73  - , 

By  amount  paid   for 

taxes     on    Capital 

Stock    of  Compa-  ■  •.  • 

ny 9,160  00 

By  Bills  Receivable.       151,599  30 

By   cost  of  running  "• 

road      7     months, 

from  December  1st,  ^ 

1853, 70,868  56      ' 

By    2d    Mortgage    7 

per  cent.  Bonds  un- 
sold          50,000  00 

By  10  per  cent.  In-  . 

come    Bonds     un-  ■    ' 

sold 36,500  00 

By  Interest  paid   on  •' 

Bonds    since     De- 
cember 1st 49,320  00 

By    Real   Estate   ou 

hand 304,066  00  , 

By  5,208  Cords  Wood 

on  hand,  cost,  SI,-  .  .        - 

25 6,610  00 

82,937,418  51 

Cost    of    Road    and 

Equipments $2,081,629  38 

Cost  of  Land  used  for 

Company 63,276  00 

•■■'  .1   •  " 

Cost  of  Road  and  Equipments,  and 
Land  in  use S2,144,904  00 

Cost  per  mile 23,832  20 

Floating  debt  of  Company,  1st  July,         '      '*  • 
1854 $263,440  33 

Means  of  payment. 

Bills  Receivable  (chief-  '. 

ly  for  Land  sold") . . .  $151,399  30 

Real   Estate     on  band 
forsale 304,060  00 

2d  Mortgage  Bonds  un- 
sold       60,000  00 

10    per    cent.    Income 

Bonde  unsold 36,600  GO 

$542,165  30 

Deduct  proceeds  of  Lands  pledged 
for  payment  of  Real  Estate 
Bonds $200,000  00 


Leaving  applicable  to  Floating  Debt    $342,156  30 


The  required  increase  of  equipment,  and  expen- 
ditures for  ballasting  Road,  and  building  Depots, 
&c. ,  have  added  beyond  our  expectations  to  the  debt 
of  the  Company ;  an  experience  which  seems  to 
have  been  usual  in  our  country,  where  our  roads 
are  pressed  into  use,  as  soon  as  the  track  is  laid 
down,  and  along  the  route  of  which  new  villages 
and  Dusiness  stations  are  springing  up  constantly, 
requiring  accommodations. 

As  will  be  seen  above,  the  gross  receipts  for  sev- 
en months,  including  the  summer,  the  most  unpro- 
ductive months,  and  a  month  in  the  winter,  in 
which  (an unusual  occurrance")  the  river  w^as  frozen, 
were  $145,947.80,  or  nearly  $21 ,000.00  per  month. 
Had  the  uniform  tariff  of  freight,  recently  estab- 
lished by  all  the  Railroads  centering  at  Indiana- 
polis, been  then  in  operation,  the  receipts  on  the 
same  amount  of  business  would  have  been  about 
$24,000,00  a  month,  without  increasing  exper  ses ; 


so  that  the  receipts  for  the  ensuing  year; 


which 


will  include  the  Call,  the  most  prodactiye  months. 


ought  to  average  much  larger,  while  the  exi)ense8, 
from  the  greatly  improved  state  of  the  road,  the 
experience  of  officers  and  hands,  and  better  depot 
accommodations,  may  be  expected  to  be  largely  di- 
minished. 

The  expenses  for  transportation  during  the  sev- 
en months,  has  been  70,868.66,  or  about  48  per 
cent  of  the  gross  receipts. 

Although  the  net  earnings  of  the  road,  after 
paying  the  interest  on  all  except  the  Real  Estate 
Bonds,  which  is  a  charge  upon  the  lands,  have 
been  S41, 809.24— about  3)^  per  cent,  on  the  Cap- 
ital Stock — still,  as  they  have  been  used  for  the 
road,  and  payment  ol  debts,  it  has  been  thought 
best  to  make  no  dividend  until  January  next. 

The  result  of  the  first  few  months  operations, 
commenced  in  the  winter,  when  the  road  was  but 
partially  ballasted,  along  a  route  to  which  the  busi- 
ness of  the  country  to  be  affected  by  it,  had  to  be 
gradually  conformed,  affords  very  satisfactory  evi- 
dence of  the  reliable  character  of  the  estimated 
productiveness  of  our  road.  The  number  of  prom- 
ising villages  and  business  stations,  and  of  saw 
and  grist  mills,  and  other  manufacturing  improve- 
ments already  erected,  proves  that  the  expecta- 
tions formed  of  the  value  of  the  local  business  of 
our  line,  are  to  be  abundantly  realized, 

T.  A.  MORRIS,  Pres.   '. 

Office  Indii'iapolis  &  Cincinnati  Railroad, ) 
Lawi  iceburg,  August  21,  1854.      ( 

■rlti    Canal  Knlargcment. 

By  the  recent  awards  of  the  enlargement  con- 
tracts it  appears  that  important  gains  are  made  by 
the  State ;  considering  the  relation  of  the  present 
contracts  to  the  engineer's  estimates,  and  that  by 
so  far  are  the  public  works  relieved  from  the  re- 
sponsibility of  the  expenditure  charged  upon  them 
by  their  opponents.  The  Albany  Journal  com- 
pares the  bids  and  estimates  as  follows :    ;>•  j'^t  ; ; 

Aggregate  of 
'-■•--    --'.'v,^:-     bid  on  which  Amount  less 


the  work  was  Engineers' 

Name  of  Canal,     awardei.  estimate. 

Erie  E.  Divi8ion.$314,603  $416,576 

Erie  M.  Division.  325,041  387,317 

Erie  W.  Division.  284,446  364,786 

Champlain 57,676  82,450 

Black  River 74,131  79,000 

Oswego 222,387  254,986 

Cayuga  &  Seneca.  140,763  175,443 


than  esti- 
mate, (r; 

$100,973 
62,275 
80,340 
24,774 
4,869 
32,599 
34,679 


Total $1,419,060    $1,759,561      $340,511 

Awards  less  than  estimates.  340,511 

Being  19  35-100  per  cent,  below  the  estimates. 

Opeuincorthe  Quebec  and  Hicbmond  Rail- 
road. 

We  are  gratified  in  being  authorized  to  aoDonnce 
that  the  line  of  Railway  from  Richmond  to  Quebec, 
will  be  publicly  opened  for  travel  on  Monday,  the 
2d  day  of  October  next,  on  and  after  which  date, 
regular  trains  will  be  run  daily,  between  Quebec 
and  Portland,  and  between  Quebec  and  Montreal. 
The  entire  distance  between  Portland  and  Quebec 
will  be  320  miles,  and  between  Quebec  and  Mon- 
treal 172  miles.  Trains  already  pass  over  the 
line  from  Quebec  to  Richmond,  but  there  still  re- 
main a  few  items  of  work  to  put  the  line  in  complete 
order. 

The  extreme  drought  of  this  summer  has  been 
favorable  fyr  railway  construction,  and  the  Qrand 
Trunk  Company  have  spared  neither  pains  or  ex- 
pense to  have  the  entire  line  to  Montreal  and  Que- 
bec, in  the  most  perfect  running  order.  The 
speed  and  regularity  with  which  the  line  is  now 
worked  excites  admiration,  and  we  may  fairly 
point  to  it  as  the  mojit  thoroughly  planned,  the 
best  constructed  and  managed  road  on  this  conti- 
nent. 

The  opening  of  this  line  to  Quebec  will  be  » 
most  important  event  in  the  history  of  our  railway 
system,  and  the  commercial  advantages  that  our 
city  is  to  derive  from  its  completion  are  already 
being  shadowed  forth  in  the  events  that  arc  occur- 
ripg  in  oar  midst. 


irt  t4vn 


A  nuvrntua  'ii  n»a*. 
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»  C.iQadiaii  uames  aiid  faces  are  m  familiar  in  onr 
slreets  as  those  of  our  nearest  neighbors,  and  the 
trade  oTthe  coming  winter  will  give  us  notions,  of 
which  our  fathers  had  but  little  knowledge.  Lord 
Elgin's  prediction  seems  very  nearly  realized — 
"  that  Portland  is  to  become  a  Canadian  sea-port." 
— S/nte  of  Mninc. 


AVorksIiops  of  the    Northern  IndianR  Rail- 
road Co. 

On  the  fourteen  acres  set  apart  by  the  Northern 
Indiana  Railroad  Company  for  work  shops  in  Tol- 
edo, will  be  erected  now  as  speedily  as  the  work 
can  be  done,  the  following  buildings: 

An  engine  house,  in  the  form  of  a  half  circle 
which  is  to  be  618  feet  on  the  outside. 

A  machine,  and  smith  shop,  C4  by  100. 

A  car  shop,  Ci  feet  by  IGi;. 

A  building  for  boiler,  brass  and  copper  shops, 
80  feet  by  100. 

A  paint  sho]),  40  feet  by  115.  o 

A  wood  house,  40  feet  by  150. 

A  lumber  house,  30  feet  by  250. 


Ch«in«iiK  R'*  U* 

At  an  election  for  Directors  of  the  Chemung  rail- 
road Company,  held  at  Elmira,  Montlay,  June  5, 
1851,  Simeon  i;<'niamhi,  John  Arnol,  and  A.  C. 
Diven  of  Elmira,  Chas.  A.  Cook,  N.  1$.  Kiddar, 
William  N.  Clark  of  Geneva,  Robert  Bayard,  Isaac 
Otis  J.  S.  T.  Stranahan,  Frederic  Pentz ,  J.  W.  Baker, 
D.  S.  Manners,  J.  J.  Lagrave  of  New  York,  were 
duly  elected  Directors  for  the  ensuing  year ;  and 
at  a  meeting  of  the  aforesaid  Directors,  held  in 
New  York  on  Tuesday,  July  the  11th  inst.,  Simeon 
Benjamin  was  unanimously  elected  President 
Rolx'rt  Bayard  A'ico-President,  and  Isaac  Otis  Se- 
cretary and  Treasurer. 


Franklin  au<t   Warren  ICailroad. 

At  the  annual  meeting  of  the  Stockholders  of 
this  road,  held  at  Franklin,  Ohio,  on  the  11th  ulti- 
mo, the  following  Directors  were  chosen  : 

DiKF.CTOR.s. — Marvin  Kent,  Bela  B.  Clark,  Thom- 
as Earl,  Zanes  Kent,  Daniel  Upson,  Jacob  Allen, 
Daniel  Beckel. 


Marvin    Kent,   was   elected    President;  J.    W. 

These  buildings' will  be  constructed  mostly  of  j  Tyler,  appointed  Seci-eUry  ;  Zanes  Kent,  Treasur- 

brick,  and  the  whole  cost  with  the  necessary  fix- ier. 


lures  and  machinery,  will  probably  be  not  less 
thsn  a  hundred  and  twenty  thousand  dollars. — 
They  are  all  to  be  located  between  Wade  street 
and  the  railroad  track — the  whole  of  the  middle 
ground  being  Judged  requisite  to  accommodate 
the  business  of  the  roads  meeting  there.—  Rcpuh- 
Ucan.  .^*    '■"..  ■■':_... 


Atlantic  and  MUsi8«i|ipl  Ilallroad» 

This  company  have  appealed  to  some  of  the  Il- 
linois counties,  on  their  line,  for  subscriptions  to 
aid  in  the  completion  of  their  road.  They  propose 
to  accept  County  Bonds,  as  follows  : 

Bonds  issued  in  payment  of  stock,  arc  to  be 
made  payable  in  fifteen  years,  and  none  to  be  is- 
sued until  the  road  is  one-half  graded,  and  then 
only  as  installments  become  due. 

The  interest  on  these  bonds  to  be  paid  by  the 
company  until  the  road  is  tiuished  and  earning; 
money  to  meet  it.  , :  ^  ,.  _.  ^  j 

A  large  meeting  of  the  citizens  of  Bond  Co.  have 

adopted  the  following  resolution. 

V_  Resolvci).  That  in  the  opinion  of  this  meNiug 
the  county  of  Bond  should  take  seventy  five  thous- 
and dollars  in  the  stock  of  the  Mississippi  and  At- 
lantic Railroad  Company,  on  the  terms  proposed 
by  the  Directors  of  said  Company. 

This  res.-  lotion  was  then  i»ut  and  adopted  by 
an  overwhelming  vote  of  more  than  ten  to 
one. 

The  final  vote  on  this  subscription  wi'l  be  taken 
at  the  November  election. 


.'lirM    <-.V,        Central  Ohio  Railroad. 

We  learn  from  the  Zanesvillc  Aurora  that  the 
Stockholders  of  the  Central  Ohio  Railroad,  on 
Monday  last  elected  the  following  gentlemen  as 
Directors  of  said  Company  for  the  ensuing  year; 

John  H.  Sullivan,  Chancy  Brooks,  N.  L.  Whitti- 
more,  N.  Wright,  John  Davenport,  J.  W.  11*11, 
George  James,  S.  R.  Ilosmer,  William  Galligher, 
Sammuel  Clark,  George  B.  Wright,  D.  W.  De»liler 
Samuel  Brush. 

There  was  no  opposition  to  the  ticket  elected, 
with  the  exception  of  George  James,  Esq.,  of 
Zanesville.  He  was  elected  over  Mr.  Sarchet,  of 
Cambridge,  by  a  clo.se  vote,  the  vote  of  the  dis- 
tant stockholders  generally  having  been  cast 
against  Mr.  James. 


Opellka  and    Girard  Railroad  of  Alabanin* 

The  Raiiro;ul  from  Opelikato  Girard  is  progress- 
ing finely.  The  grading  is  nearly  or  quite  com- 
pleted the  whole  way,  and  the  superstructure  is 
laid  down  ready  to  receive  iron  rails,  nearly  or 
quite  to  Salem  a  distance  of  10  miles  from  Opelika. 
The  company  say  the  road  \  ill  be  in  running  or- 
der by  the  first  of  January  next.  No  arrangement 
has  been  made  by  which  the  road  can  cross  the 
Chattahoochee  river.  The  depot,  consequently, 
will  have  to  be  made  on  the  western  bank. 


The  work  is  going  forward  steadily  and  rapidly, 
on  the  heavier  sections  of  the  line,  says  the  Arkon 
Beacon. 

Coal  Railroad  to  Sonteraet    Conntir  Pa. 

The  Wellersburg  Railroad,  extending  from 
Barrellville  to  Wellersburg,  and  intended  to  con- 
nect the  mines  of  the  Union  Company  with  the 
Mt.  Savage  Railroad,  has  been  put  under  contract 
and  the  work  is  being  pushed  forward  with  a  de- 
gree of  energy  that  will  ensure  its  early  comple- 
tion. Messrs.  Walker,  Abemethy,  Dudley  &  Co., 
the  contractors,  have  at  this  time  200  hands  at 
work. 


Port  Morris  Mannfactory. 

WESTCHESTER  COUNTY,  N.  Y. 

ARE  pr«>|iarc()  to  execute  orders  fur  all  kindzi  railroa<i  work 
ni)d  luive  on  haiij  the  approveil  Railroad  Bo.\  with  the 
carried  Journal  also  Car  Coiiplinip*  (T.i^wi-'  Patoiit)  anJ  Rnt 
cb«'t  Wroiichcs  from  ?5  to  ilO  earh. 

All  or.l4T?  iHiiiotiially  attetxleil  to  by  addres.-'ioK  the  above 

&I.  C.  B.\KER. 
NB.  Long  Iron  Planing  Actnc  on  reai^miuMo  teniis. 

R.  W.  UVLOID. 
37  (Jin.  lOS  Front  «t.,  up  btair:-. 


NOTICE  TO  CONTRACTORS  AND  OTHERS. 
— The  under. 'signed  is  authorized  to  sell  at  pub- 
lic Auction  on  Tuesday,  the  19th  inst.,  at  Rock- 
etts,  city  of  Richmond,  Va.,  the  Tools,  Implements 
and  Machinery  used  in  the  construction  of  the 
Ship  Lock,  belonging  to  the  James  River  and 
Kanawha  Company. 

The  equipment  is  complete  and  well  calculated 
for  heavy,  work,  consisting  in  part  of — 

1  Horizontal  Steam  Engine,  made  by  J.  P.  Mor- 
rics  &  Co.;  4  boilers,  13  inch  Cylinder,  under  5 
feet  stroke,  in  good  order  ;  4  Screw  Pumps,  28  to 
?.6  feet  long,  S  feet  diameter  in  clear,  with  centre 
bearings  on  friction  rollers,  and  well  hooped. 

A  quantity  of  Russia  Hemp  10  inch  Cable  for 
<lriving  lands  to  above — new  and  h.ilf  worn. 

About  15  Derricks,  horse  and   double   and  sin 
glo  hand  geared — Extra  Blocks,  &c.,  &c.,  to  lift 

12    tOTIS. 

,\  large  assortment  of  quarrying  and  cutting 
Tools. 

About  20  Horses  with  Wagons,  Carry-log  wheels 
Harness,  Ac,  &c.,  suitable  f«<r  heavy  work. 

6  Fiat-Boats,  various  si^res,  frr-m  25  tons  burthen 
down. 

Wheel  Barrows,  Picks,  Shovels,  Crow-Bars 
Drills,  Blacksmiths'  and  Carpenter's  Tools,  &c. 
&c.,  comprising  a  complete  assortment  of  every- 
thing necessary  lor  a  heavy  Canal  or  Railroad  job 
and  affording  contractors  an  excellent  opportunity 
to  equip  themselves  for  heavy  work. 

It.  36  D.  S.  WALTON,  Engineer. 

East'n  Div.  James  River  and  Kanawha  Canal. 


500 


M. 


TONS  No.l  GloHgamock  Sco'ch  Pig  Iruo  in  lots  to 
tiuit  purchasers  fur  sulo  by 

NAYLOR  &  CO. 
99  and  101  John  st. 
B.— The  above  Iron  coostootly  Unportod.  £32  tC 


Notice  to  Contractors. 

Chief  E.vginef.r's  Office,        i 
Columbus  Ga.,  Sept.  5th  1854.  ] 

SEALED  PROPOSALS,  will  be  received  by  the 
undersigned  at  this  office  until  the  1st  day  of 
December,  for  the  clearing.  Graduation,  Track 
Laying,  together  with  the  bailding  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  coverir^g  a  distance  of  130  miles. 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  .sections.  Separate  Proposals  are  desired 
for  the  Track  Laying,  building  of  Bridges  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  5J-.2  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps  ;  the 
Trestle  will  be  12  feet  high,  bu'lt  upon  Black  Cy 
pres.Y  Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  Rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Trass  Pivot  Draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  bad  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  Country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  from  Mobile  to  the  Riv- 
er (18.5  miles)  the  grading  is  light,  arwi  country 
very  healthy  at  all  seasons  of  the  year;  »fler  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Con^^cuh  watei-s,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  either  side  with  provision. 

Payments  will  be  made  one  third  0^3)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  beaming  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  Stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same,  for  di- 
vidends ;  the  balance  (^)  to  be  paid  in  the  (.08) 
l>er  cent.  Convertible  Boiids  of  the  compsDy ,  ma- 
turing in  2  or  more  years  at  the  opiion  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus  Ga.  Mobile,  Ala.  or  in  N  T.  at  the 
option  of  the  holder. 

To  bidders  personally  unknown  to  the  under- 
signed. Bond  and  approved  security  will  be  re- 
quired, to  an  amount  notexceeding(J^)  the  amount 
of  the  contract,  for  the  timely  and  faithful  comple- 
tion of  the  same. 

22>^  miles  of  the  Road  from  Girard  w  est  will 
bo  open  for  business  the  first  of  November,  and 
52  miles  (9)  months  thereafter.  It  is  the  intention 
to  have  the  entire  line  of  (215  milos)  open  for 
business  early  in  1858. 

et.-^T  GEO.  S    RUNEY. 

Bnffalo  iHachinety  Depot. 

BUFFALO,  N.  Y. 
H  C.  BROWX,  Stipt.  J.  W  HOOKER,  Proprietor 

I  AM  prepared  to  fumieb  and  win  keep  cntwtaiitly  on  hand 
from  the  best  manuCicturers  a  (Ull  stock  of  MachinisW 
Tools  lor  railroad  aad  other  shoos.;  such  as  Engine  and  Hand 
Lathes,  Large  Driver  Latbes,  Car  Wheel  Bonng  Hills,  Power 
and  Hand  Planers,  Drill  Presses,  Punch  and  a  bears,  Axle  iMbft, 
Power  Wheel  Presses.  BoH  Cutters,  Ac. 

J.  W  HOOKER,  Bujalo,  A".  Y. 
Fire'   Fire!   Fire' 
Preserve  your  book*  in  one  of  Duryed  t  Forsyth*  celebrated 
Fire  King  safes.    Tbey  are  perfectly  seirure  and  excel  in  flniiib. 
J.  W.  HOOKGB   Agent,  Buffaio. 
Railroad  Track,  Suspenaioo,  and  Depot  Scales,  Donnaot,  and 
Portable  Warehouse   iJcalea,    Trucw,   Baggage   Barrowa,  and 
Manifi-st  Presses. 

Buffalo  Machinery  Depot. 
Gtneral  Agency  for  Rochester  Scale  Workt. 
n.  C  BROWN,  iiup't.  J.  w.  HOOKER. 

Railroad  Iron. 

2f\'(\r\  TONS  Railroad  Iron,   J»4  to  60  itn   per  linear 
,  U  U  Lm  ard.    For  sale  by 

THEODORE  DEHOX, 
.   ..  26^  Broadway, 

"        -  NetB  York. 

Contracts  made  a*  above  for  Baib  deliverable  »t  ffnalMi  or 
Amencan  ports  at  lowest  rate^  M  tc 
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.    Z£KAH  COLBURN, 

KNGINKKU  AHD  AGJBNT 

FOR  the  Duaigu,  Coiist:uclujn,  Valuation  aiiU  Purclia-i*  of  Lo- 
conotivcd  and  Railroad  Muchincry. 
Uderx  bi»  Mivicea  to  Railroad  Gompuuiua  in  ei'Jiur  of  these 
deparuituots,  huviuj^  long  esporienoe  aud  Uic  bc!>l  facilitioit  fur 
arl. 

As  OoNSCLTiNO  Gnoinekk  hc  will  ndvise  as  to  tlii-  value  or 

aduptatiou  of  any  Hytfttiiii  ui'  motive  |>ower.  aiul  furiiisli  draw 

iii(;s,  eDtiinatoi  aud  HtK^cillcatiiiiis  liir  any  arraiM^iiUMit  of  eiiKti>6. 

Ax  AOTIMO   KNUIMBRK   lit!  will  :iUl«ehlltKlld    tiM  cuu:itructi<in, 

survey,  or  r>'Co«t>truction  of  any  railroad  iiiuihiiic-ry,  aud  guar 
autee  aatiafactory  re«ultii. 

Aa  UuMTKAOTiNO  Unoimcek,  having  rniin<>clioii  with  tho 
most  roliabiti  and  8uccesiitul  uiauufucturer»,  liu  will  m-gotintH 
for  tilt)  purchase  of  Locomotives  of  the  ver>  Intst  construction 
and  proportions.  Also  Wheels,  Tires  and  Kcpair  Shop  Ma- 
chtiiury. 

Having  much  experience  iu  PaUjiit  Btibiiiebs  he  will  uikU'i  take 
the  pre|iaratiou  of  Drawings,  8|>cci(lcati<>iis,  Applicutiuiis  for 
Patent  or  Oaveat  aud  other  (mpers  necessary  lor  invaiitoni.  He 
is  able  to  give  matorial  astustaiice  in  bringing  inveutioiis  and  im- 
provements in  Uailroad  Machinery  into  fuvurable  notice. 

CHILLED  TIRES   FOR   LOCOMOTIVE   DRIV- 
ING WHEELS. 

Zerah  Colburn  retains  tlio  principal  agoury  for  the  saia  and 
right  uf  us<s  of  this  valuable  improveiuent,  and  will  furuish  the 
uiost  substantial  guarantees  of  its  Salely,  Durability,  Adhesion 
and  great  Eoonomy. 

tMtlve,  3d  floor  American  Rkilroad  Jouroa)  Buildinf^, 

Na  0  Spruce  street. 

New  York. 
REPRRENCE8. 

The  New  Jersey  Locomotive  and  Hachinc  C(x 

Jam<M  Jjcksoo,  Pres't ,  Paterson,  N.  J. 

Uhas.  W,  Klliott,  Vice  Pres't  ,  &0  Beaver  str.,  N.  T. 

Ueory  V.  Poor,  Hati,  Kditor  Railroad  Journal,  New  York. 

(J«o.  O.  Phelps,  Pres't.  Del ,  Lack  and  Western  Railroad. 

Geo.  W. Whistler,  Vic    Pres't  New  York  &  New  Uaven  R  R. 

WiUiam  Raymoud  Lee,  Esq.,  Boston. 

&u.<ih  dc  Lobdell,  Wibumgtou,  Del. 

Oliver  H.  Hyde,  Ba<j)  Mayor  City  of  Detroit 

NUGENT'S  COLLEGK 

■    '•'  OF 

-  ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.    Nugent,  C.  E.,    Principal. 

TU£  design  of  this  luatitulioa  is  to  afford  young  men  an  op- 
portunity of  a  ■quiring  a  knowledge  of  (be  profession  of 
O^il  Engineering,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowledge  of  Mathematics,  Arcliitec- 
tural  aud  Mechanical  Erafting,  Plain  aud  Oniameiital  Penman- 
ship, tic. 
For  further  particulars  address  the  Principal. 


Mew  York  and  Erie  U,  It. 

PASSENGER  TRAINS 

leave  Pier  foot  of  Duane  street, 

as  foliows,  viz :  — 

burrALO  Express,  at  6  a.  m.  fbr  Buflblo  direct,  over  the 
N.  Y.  &.  E.  K.  R.  and  the  B.  tt  N.  Y.  C.  K.  R  ,  without  change 
of  baggage  or  cars. 

D0HKIBK  EzPKHSS,  at  6  a.  m.  (br  Dunkirk. 

Hail,  at  SH  a.  m.  for  Dunkirk  and  Butbk>,  and  intermediate 
stations.  Passengers  by  this  Train  will  rivnain  over  night  at 
any  Station  between  Binghamtoo  and  Comkig,  and  proceed  the 
next  morning. 

Way  EzPRsaa,  at  1  p.  m.  for  Dunkirk. 

RoocLAHD  Passihobr,  at  4  p.  m.,  (f^om  foot  of  Chambers 
Street)  via  Piemiont,  for  Suffern  and  intermediate  stations. 

Wat  Pasbicnobr,  at  4  p  m.,  for  Otiaville,  and  intermediate 
stations. 

NiOHT  RxPBBSS,  at  6  p.  m.  for  Dunkirk  anl  Bu£Ua 

Bmioraht,  at  6  p.m.,  for  Dunkirk  and  Buffalo  and  intermedi- 
ate Stations. 

On  Sundays  only  on«  Express  Train — at  0  p.m. 

These  Express  Trains  connect  at  Elmira  with  the  Elmira 
and  Niagara  Falls  R:illroa<l  for  Niagara  Falls  ;  at  Buffalo  with 
flnit-class  spletidid  l^taaracrs  on  Lake  Erie  for  all  ports  on  the 
Lake  ;  aud  at  Dunkirk  with  the  Lake  Shore  Railroad  for  Oleve- 
and,  Oincinnati,  Toledo,  Detroit,  Chicago,  etc. 

O.  C.  McCALLUM,  General  Snp't 


^  OrriOB  CuioimfATi,  Hamiltoh  &  Dattor  R.  R.  Co. 

}  Cincinnati,  August  Sth,  1864. 

THE  Board  of  Directors  of  this  Company  have  tiiis  day  de- 
clared a  Dividend  cf  Five  per  cent,  out  of  the  net  earnings 
of  the  Company  for  the  Six  months  ending  81.  July,  payable  in 
Scrip  bearing  Seven  per  cent,  interest  redeemable  in  three 
years.  The  Slcrip  will  bo  deiivere<l  on  and  after  Sept.  1st,  to  the 
Stockholders  registereil  in  Oincinnati  on  application  at  the  office 
of  the  Company,  and  to  those  reeistero.l  in  New  York  at  the 
otiiae  of  the  Ohio  Life  Insurance  dc  Tni-t  Company  in  that 
city.  The  Transfer  Books  will  be  cloied  for  ten  days  f^om  this 
date. 
32  Im]  FRANK  S.  BOND,  Secretary. 

For  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  bore  and  20  inches  stroke  cooiplete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  about  six  months. 

^     ROGERS,  KETCHUM  &  OEOSVENOR, 
.  •    --  Paterson,  New  Jersey, 

jml.l4  29  tf.J  or  74  Broadway,  New  York. 


A.  B.  Warford, 

Chief  Engineer,  Susquehanna  llailroad,  Harrisburg,  Pa. 


To  Engineers  and  Surveyors. 

A  YOUNG  man,  18  years  old,  wants  a  situation  (to  Iraru  the 
business)  as  chain  carrier,  in  a  railroad  survey.  No  ob 
jections  to  go  to  any  part  of  tlie  coimtry,  or  world.  GchmI  re- 
ference can  l>e  given  if  retjuirod.  Address  A>  S>«  Office  of  this 
Journal.  [32  Im 

I>  AILROAD  STOCKS,  BONDS  *  STATE  SKCURITIBS. 
V  The  subscriber  offers  for  snie  — 

Ohio  and  Missishippi  Kailroad  Company,  7  |H>r  cent,  second 
mortgjge,  convertible  Bonds.  Interest  payable  semiannually 
in  New  York. 

Scioto  and  nockinj;  Valley  Railroad  Company,  7  per  cent, 
first  mortgage,  convertible  Bonds.  Intercut  |>ayalile  semi-an- 
nually in  New  York. 

Cincinnati,  Western  Uailroad  Company,  8  per  cent.  Real 
Estate  Bonds.     Interest  payable  semi  annually  in  New  York. 

Hamilton  County,  Oliio,  6  per  cent  Uon.U.  Inlereat  payable 
semi  annuall}-  in  New  York. 

Louisville  and  Portland  R.  R.  Co.  Bon<l8. 

Maysville  and  Lexington  K  R.  Co.,  6  per  cent,  socond  mort- 
gage, convertible  Bunds. 

Louisville  City  Bonds. 

Cincinnati,  Logaiiaport  and  Chicago, R.  R.  Co  .  10  per  rent. 
Income  Bonds. 

RAILROAD  STOCKS. 
Covington  and  Lexington  K.  R.  Stock. 
Cincinnati,  Hamilton  aud  Dayton  R.  R.  Stock. 
Little  Miami  R.  R  Stock. 
Ohio  and  Mianissippi  R.  R.  Stock. 
Southern  Bank  of  Kentucky  Stock. 
Columbus  and  Xenia  R.  R.  Stock. 
Cincinnati  and  Chicago  R.  R.  Stock.  ' 

Central  Indiana  R.  R.  Stock  '. 

Cincinnati  and  Indiana|K>lis  R.  R   Stock. 
IiMlianapolis  and  Uelleloiilaiiie  K.  R.  Stock. 
Cinciiuiati,  Wilmington  aiul  Zanesville  R.  R.  Stock. 
WANTED— $100,000,  for  which  the  l/cst  securities  will  he 
given. 
WANTED— $40,000,  on  commercial  paper. 

ISAAC  OSBORN  DATIS, 
Stock  Exchange  and  Financial  Agenry  Office, 
No.  38  Third  street, 
32  Im)  Cincinnati,  Ohia, 


ON  THE  APPLICATION  OF  IRON  TO  BUILD- 
ING PURPOSES.— John  Wiley,    No.    167 
Broadway,  has  just  piiOlished — 

FAIRBAIRN  ON  THE  APPLICATION  OF 
CAST  AND  WROUGHT  IRON  TO  BUILDING 
PURPOSES.  By  William  Fairbairn,  C.  E.,  F.  R. 
S.,  F,  G.  S.,  etc.  Ivol.  8vo.,  with  namerous  Dia- 
grams and  Illustrations,  and  tables  fbr  calculat- 
ing the  strength  of  materials  &c.     Price  $2. 

Selections  from  Contents. — On  Cast  Iron 
Beams  for  supporting  the  Floors  of  Buildings — 
C9st  Iron  Beams  with  Flanches — Experiments 
made  at  Leeds  by  the  Author — Rules  for  the 
Strength  of  Cast  Iron  Beams — Table  of  Result — 
On  Compound  or  Trussed  Cast  Iron  Beams  or 
Girders — Rule  for  Calculating  the  Strength  of  do. 
— Comparison  of  Cost — Process  of  Toughening  Cast 
Iron  -Experiments  —  Cupola  —  Air  Furnace — On 
Wrought  Iron  Beams  for  supporting  the  Floors  of 
Buildings,  and  for  other  purposes — Experiments 
on  the  strength  &c.,  of  do — On  Wrought  Iron  Trel- 
lis Girders— Formula  for  Calculating  the  Strength 
of  Trellis  Beams,  &c„  &c. 

"  No  engineer  can  do  without  this  book." — 
Scientific  American.  [34.  2t. 


NOTICE. 

THE  Copartnership  heretofore  existing  between  the  under- 
signed, under  the  firm  of  Smith  tt  Tyson,  is  this  day  dis- 
solved by  mutual  consent.  Either  partner  is  authorized  to  set- 
tle the  business  of  the  coocem. 

J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON, 
No.  26  Sovth  Charltg  air. 
Baltimore,  July  lat,  1864. 

Notiee  of  Copartnersliip. 

THE  undersigned  have  this  day  formed  a  Copartnership 
under  the  linn  of  J.  Hopkinson  Smith,  in  winch  Richard 
W.  Tyson  is  a  special  partner,  and  J.  Hopkinson  Smith  is  the 
general  partner. 

J.  H9PKINS0N  SMITH, 
RICHARD  W.  TYSON. 
BaUimore,  Jufy  Ut,  1854.  [33  3m 

Notiee  of  Copartnersliip. 

MR.  PETER  MARIE,  herefore  of  Uie  Arm  of  DECOPPBT 
A  CO.,  has  this  day  formed  a  coiwrtnership  with  Mr. 
RUDOLPH  KANZ,  (fur  many  years  with  the  banking  house 
of  Messrs.  L.  Von  Hoahiau  &.  Co.,)  under  the  Arm  of  MARIE 
A  KANZ,  at  No.  27  William  8tre«!t 

Their  attention  will  be  devoted  to  the  purchase  and  sale  on 
Oontoission  of  Stocks,  Bonds  and  Foreign  Exchange,  and  to 
Mm  negtttiatioo  of  Business  Paper. 
M^Twk,  Ut  mpttmber,  18M.  M  8t. 


Rensselaer  Polyteehnie  In- 
stitute. 

DESIGNED  in  the  education  of  Arphitkots   aud  Civil 
EsoisiBus,— inchiding  Railway,  Hydraulic,  Topograplij- 
cai,  and  Mining  Engineois. 

For  copies  ol  the  Annual  Register,  giving  fUll  information 
respecting  the  Institute,  apply  to 

R.  FRANKLIN  GREENE,  Director,  R.  P  I 

32  3ml  Troy,  Neir  York. 

v;i-^t».—  iij-.>L''v"i.-..  .•  - 

Lowmoor  iron. 

mrw.  BAILEY  LANO  &  CO ,  64  CLIFF  STREET, 
have  in  stock  aiKl  otlcr  for  sale  an  assortment  of  Round,  Flat 
and  Square  liars  LOWMOOR  IRON,  which  they. will  sell  by  th« 
ton  or  single  bar.  The  attention  of  manufacturers,  Railway 
Managers  and  Mechanics  is  particularly  dircctc<l^to  the  quality 
of  this  Iron,  as  its  great  strength,  unifbrmity,  an<I  freedom  from 
flaws,  render  it  the  best  Iron  in  the  market,  wliere  fltst  quality  is 
requiretl. 

W.  BAILEY  LANO  &  CO.,  being  Sole  AgenU  in  the  Uui 
ted  Stotes  and  Canadas  for  the  LOWMOOR  CO.,  will  execut*  ot 
ders  at  manuf^turer's  prices.  6t.Sl 

R Al L ROAD  ^PIKEST" 


WROUGHT  IRON 

Cliuirs  and  Fastening^s. 

'■pHE ur>dersignod  will  cootinua  to  manufacturu  with  increase<J 
X  fkciKties,  HOOK  &  FLAT  HEAD  RAILROAD  SPIKES, 
of  all  patterns,  WROUGHT  and  CAST  CHAIRS  and  FAST 
ENINOS,  BOILER  RIVETS,  BOLTS,  SHIP  and  BOAT 
SPIKES,  Ac,  ice 

Th<'  b«?sl  ijuaHty  of  Refined  Iron  i-;  n<ed  and  all  orders  filled 
with  despatch 

J    HOPKINSON  SMITH, 
No.  25  South  Charles  at. 

■«#"  Please  direct  the  name  iu  full. 

Ualtinwre,  July  Ut,  1864.  [33  t£ 


Steam  Engine  and  Blowing 
Cylinders  for  Ulast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  five  feet  stroke 
together  with  Blowing  Cylinders,  live  f«et  diameter,  and 
six  feet  stroke,  in  perfect  working  order,  for  sale.     Apply  to 
EDW.  BECH  &  KUNHARDT,  02  Beaver  St  , 
Or,          A    TOWAR,  Aj»jf  Pokeepsie  Iron  Works, 
^tf PokcepBie,  NY. 

:,...:     For  8ale. 

BY  the  Baltimore  and  Ohio  Railroail  Company,  24  crate  cars 
adapted  to  Railroad  purpose,  which  will  be  sold  at  a  reat> 
onable  price     For  (Virther  information,  apply  to. 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 
?      •    '  ■■-,  Or  BRIDGES  4:  BRO , 

19  tf  "  04  Courtland  st ,  New  York, 

To  Contraetoi*8  for  J^ailroad 
Iron. 

PROPOSALS  will  be  received  until  the  20th  September  for 
nine  thou.sand  tons  of  railroad  iron  T  pattern,  sixty  pounds 
to  the  yard,  One-half  to  be  delivered  at  Charleston,  South 
Carolina,  and  one-half  at  Wilmington,  North  Carolina,  delivery 
to  Cv^mnience  in  January  an<l  ckwe  in  August,  equal  quantities 
to  l>«  deUveretl  in  each  month  at  each  place. 

Payment  will  be  made  immediately  im  the  delivery  of  each 
cargo,  in  North  Carolina  Funds.  The  contract  will  be  given  to 
the  lowest  responsible  bidder  provided  the  price  I*  satis- 
factory. Bidders  will  endorse  their  bids— "/Voposo/a  for  Rail- 
road Iron"— aud  address  them  to  C>tib  P.  Mendetihall,  Secre 
tary,  North  Caralina  Railroad  Company,  Qreensboro,  N.  O. 

WALTER  OWYNN, 
Chief  Eng.  NO.  RR.Oo. 
RtUtigh,  Augiiat  3d,  1864.  [St.t  d 

MadtinisU'  Tools.       ~~' 
SHRIVER  A:  BROTHERS, 

Ctunberiand,  Marylaod, 

ion  Baltimore  Ifr  Ohio  R.  R.,  midway  beltceen  Baltimore  and 
the  Ohio  River) 

MAHVtACrVREKSof  Engine  Lathes,  Planing  Machines, 
Drill  Presses,  Hand  Lathes,  and  other  Machinists'  Tools 
These  tools  are  built|ln  a  superior  manner,  from  the  very  best 
materials,  and  are  particularly  adapted  for  railroad  shops  and 
all  others  requiring  first  rate  macbineiy.  Our  kication  is  very 
advantageous  for  shipping  work  to  the  West  or  South.  Orders 
and  communications  leceive  prompt  attentioa  Address 
SHRIVER  &  BROTHERS,  Fulton  Workt, 

Cumimimnd,  Mmryim*.' 
ilt^MflWA,  1864  .  [$2.1 
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This  pamphlet  was  submitted  to  Edwin  line  for  a  railroatl,  it  was  believed,  could  be  ob- 
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F.  Johnson,  then  in  charge  of  the  department  of 
practical  mathematics  and  civil  engineering  at  the 
Military  Academy  at  Middletown,  Connecticut, 
with  a  request  that  Jie  would  give  his  views  in  re- 
spect to  it,  for  publication.  This  was  ace  ordingly 
done.  Portions  of  Mr.  Johnson's  review  were  in- 
corporated in  the  second  edition  of  the  pamphlet, 
and  the  whole  vra.s  published  at  the  instance  ot 
Mr.  Redfleld,  in  the  \eiv  York  Statesman,  iu  Feb'y, 
1830. 

The  review  of  Mr.  Johnson  embraced  a&  inves- 
tigation into  the  relative  merits  of  railroads  and 
canals,  and,  although  at  the  time  he  wrote  there 
had  been  no  practical  demonstration  of  the  appli- 
cability of  locomotive  steam  power  to  raihvays, 
the  successful  experiments  on  the  Liverpool  and 
Manchester  Railroad  not  having  then  been  made, 
and  although  the  Erie  Canal  had  then  been  open- 
ed throughout  for  about  three  years,  and  the 
public  mind  was  greatly  engrossed  and  excited  by 
that  species  of  communication,  Mr.  Johnson  came 
to  the  conclusion,  see  p.  9, — "that  railways  as  a 
means   of   intercommunuation,    possess    properties 


Lexington  and  Big  Sandy  R.  R 606 

Hannibal  and  St.  Joseph  Railroad 606 

Uniformity  of  Gauge 606  ]wMc/i  in  moH  situations  will  render  them   superior 

I  lo  canals,  and  that  with  reference  to  Ihf  United 
States,  considering  how  diversified  is  the  surface,  by 
hills  arid  rallies,  railways  when  properly  constructed 


^.tneriean    Railroad  Jonrnal. 


PoBLiBHiD  BT  J.  H.  SCHULTZ  it  CO..  No.  9  Spbuoi  &r.\wiU  be  proved  the  most  valualU  and  effective,  and 

vltimalehi , 


Matarday,  September  SSi  1854. 


]tkat   vltimalehi,    when    their   merits    become   betttr 

.known  and  vune  fully  appreciated  by  far  the  greater 

Ea^neerlay  Hlatery^  of  tlie  Erie  Railroad,  ^portion  of  the  inland  trade  and  travel  will  be  con- 


While  this  subject  is  fresh  before  the  public,  yfe'dttct^d  upon  them." 


give  another  chapter  upon  the  engineering  history 


This  point  being  established,  Mr.  Johnson  pro- 


of this  road,  confining  ourselves  chiefly  to  the|ceedsto  consider  the  most  suitable  location  for  a 


period  of  Mr.  E.  F.  Johnson's  connection  with  it 
As  we  believe  this  project  to  be  under  very  great 
obligations  toMr.Jobnson,weconceiveitonly  justice 
to  recapitulate  the  services  which  he  rendered  the 
road,  which  are  fully  understood  by  the  profession, 
but  which  have  never  been  properly  recognized 
or  acknowledged  by  the  company,  or  the  public. 
In  the  spring  of  1829,  an  anonymous  pamphlet 
appeared  from  the  press  of  the  Messrs.  Carrill,  of 
New  York,  proposing  a  line  of  railway  from  the 
Hudson  to  the  Mississippi.  This  pamphlet  was 
from  the  pen  of  W.  C.  Redfleld,  Esq.,  since  distin- 
guished as  the  author  of  a  theory  of  winds  and 


great  line  of  railway  leading  from  the  Atlantic 


tained,  pa.ssing  near  the  south  end  of  Lake  Michi 
gan,  along  the  table  land  of  Northern  Ohio,  and 
thence  by  the  .\llegany,  Susquehanna  and  Dela- 
ware vallies,  (the  present  route  of  the  New  York 
and  Erie  Railroad)  thus  avoiding  the  main  range 
of  the  Alleganies,  or,  to  uso  tho  words  of  the  re- 
view, passing  them  "where  they  lose  their  distin-    j 
guLshing  characteristics,  as  they  become  merged    I 
in  the  general  average  surface  of  tho  surrouniing 
country,   not   far  -from   the   south   line  of  New 
York."    .-^.  .--•/■:  ■  -■    .  -,;■'-        -  j 

This  projjosed  route  was  soon  after  examined 
by  De  Witt  Clinton,  jr  ,  Civil  Engineer,  under  a 
commission  from  the  General  Oovemment .  and  a  j 
favorable  report  made.    This  examination  consist-  .] 
ed  merely  in  an  estimate  of  distances  by  the  travel-  [ 
ed  roads,  &c.,  and  barometrical  raeasurementa  of  j 
the  height  of  prominent  fK>ints,  being  similar  in  | 
its  character  to  the  reconnoisances  more  recently  j 
made  for  a  similar  purpose  from  the  Mississippi 
to  the  Pacific,  and  did  not  contribute  very  much 
to  the  knowledge  previously  possessed   of   the 
country  over  which  the  route  passed.  , 

In  1831,  Mr.  Johnson  published  a  large  edition 
of  his  review  in  pamphlet  form  This  edition  he 
distributed  graluUcvsly  throughout  all  tho  towni 
upon  and  in  the  vicinity  of  the  proposed  route 
from  New  York  City  to  the  Mississippi  River  ;  and 
in  the  winter  of  1832,  the  first  charter  was  grant-  ' 
ed  for  the  construction  of  the  New  York  and  Erie 
Railroad;  a  charter  which  contained  this  remark- 
able provision  that,  no  connection  should  be  formed 
with  any  line  of  railroad  leading  into  the  States  of 
Pennsylvania  and  !Vew  Jersey.  Thus  presenting 
the  very  singular  spectacle,  should  the  road  ever 


seaboard  into  the  interior.     In   this  investigation  be  built  and  this  provision  be  enforced,  of  a  great 
it  was  not  diflScnlt  to  show  that  New  York  Citv 


was  the  proper  starting  point  on  the  Atlantic.  An 
examination  of  the  physical  geography  of  the 
va.st  region  lying  between  the  Allegany  and  Rocky 
Mountains,  and  which  then  (1829)  was  compara- 
tively very  thinly  settled,  showed  that  the  point 
most  central  to  the  most  fertile  portion  of  the 
Mississippi  and  Upper  St.  Lawrence  rallies,  was 
situated  not  far  from  the  junction  of  the  Sock 
River  with  ih-^  Mississippi  in  the  State  of  Illinois. 
From  this  point  to  New  York  City  a  veiy  direct 


trunk  line  of  road,  leading  direct  from  ihe  Lakes 
to  the  great  emporium  on  the  Atlantic  entirely 
shorn  of  its  branches  on  one  side,  a  provi>ion  in- 
serted ostensibly  to  prevent  the  "Uppinir"  of  the 
road  by  Philadelphia  in  the  vallies  of  the  Susque- 
hanna and  Delaware,  but  designed  really  it  is  sup- 
posed for  a  widely  different  purpose.  ■  i 
In  1834,  the  State  directed  a  survey  to  be  made 
of  the  route  from  the  Hudson  to  Lake  Erie,  and 
Benjamin  Wright,  who  had  been  prominent  as  one 
of  the  principal  eng:ineers  of  the  £rie  Canal^  was 
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appointed  to  the  charge  of  it.  Judge  Wright  se- 
lected for  his  two  principal  assistants,  James  Sey- 
mour, (non-  deceased,)  and  Charles  Ellet,  jr.  The 
former  was  ^^laced  in  charge  of  the  Eastern,  and 
the  latter  of  the  Western  Division.  This  survey, 
which  y>Mi  merely  a  preliminary  one,  was  necessa- 
rily confined  to  the  State  of  New  York>  the 
charter  as  already  stated  not  permitting 
any  departure  from  its  limits.  It  com- 
mencod  at  Tappan  Sloat,  now  Pierraont,  on 
the  Ilndsou.  Thence  through  Rockland  and 
Orange  Counties,  and  through  itnllivan  County  by 
the  valley  of  the  Xeversink  Ri\  ;  •  to  the  east 
bank  of  the  Delaware  River,  at  tlic  mouth  of  the 
Callicoon.  Thence  to  Deposit  on  the  Delaware, 
and  across  to  the  Susquehanna  Rivei  at  Bingham- 
ton.  The  route  down  the  latter  river,  from  the 
point  where  it  was  flrst  met  by  tlie  line,  not  being 
available,  in  consequence  of  the  river  passing  for 
a  distance  into  Pennsylvania. 

From  Binghamton,  the  route  of  the  survey  lay 
along  the  Susquehanna  and  Chemung  River?>, 
thence  across  to  the  Allegany  Valley ;  and  from 
the  latter  to  Dunkirk,  as  the  most  prominent  point 
OD  Lake  Erie. 

The  favorable  character  of  this  report  led  to 
the  organization  of  a  company,  and  in  the  season 
of  1835,  the  surveys  of  location  were  commenced 
under  the  direction  of  Judge  WnroHT,  the  Com- 
pany's Chief  Engineer.  A  portion  of  the  line  was 
also  put  under  contract,  the  same  season,  in  the 
valley  of  the  Delaware,  from  the  mouth  of  the 
Callicoon  to  Deposit,  about  40  miles,  and  the  work 
of  grading  commenced. 

The  Company  believing  that  the  aid  of  the 
State  would  bo  required  to  accomplish  the  work, 
and  such  aid  to  be  justly  due  to  the  portion  of 
the  State  through  which  the  road  was  to  pass,  in 
consequence  of  the  liberal  expenditure  in  the  tier 
of  counties  occupied  by  the  Erie  Ca^al,  presented 
their  petition  to  the  Legislature  for  assistance ;  an 
application  which  was  not  received  with  favor  or 
treated  with  proper  respect  by  the  representatives 
from  the  Canal  Counties,  who  designated  the  peti- 
tioners as  a  band  of  "sturdy  beggars,"  and  the 
project  as  "visionary  and  impracticable." 

During  this  year  the  Legislature  of  the  State 
directed  the  Canal  Commissioners  to  report  ppon 
the  "relative  merits  of  railways  and  canals,"  and 
the  duty  of  preparing  this  report  was  entrusted 
by  the  Board  to  John  B.  Jervis,  Holmes  Hutchin- 
son and  Frederic  C.  Mills ;  only  one  of  whom  had 
previously  any  experience  upon  railroads,  and  all 
of  them  interested  professionally  in  the  advance- 
ment and  extension  of  the  Canal  system. 

This  report,  as  was  anticipated,  did  not  exhibit 
t!iO  railway  in  a  very  favorable  light ;  but  placed 
it  about  where  Judge  Wright,  the  prominent  Canal 
Engineer  named  above,  had  previously  placed  it 
in  his  letter  addressad,  if  wf>  remember  right,  to 
the  President  of  the  Chesapeake  and  Ohio  Canal 
Company,  viz— in  a  middle  position,  as  a  means  of 
transportation,  "between  a  good  turnpike  and  a 
canal."—    -.  ''■■.■::..'".    \..  . 

In  the  spring  of  1836,  the  Directors  of  the  New 
York  and  Erie  Company  concluded  to  reorganize 
the  Engineer  department  of  their  company,  and 
they  invited  Mr.  Johnson  and  Capt.  Talcott  to  act 
as  associate  Engineers,  in  conjunction  with  Judge 
Wright  whose  duties  were  to  bo  merely  nominal 
and  adyi^orj  Iq  their  character.     Under  this  ar- 


ran^meat  Mr.  Johnson  was  placed  in  charge  of 
the  port-on  from  the  Hudson  River  to  Painted 
Post  about  300  miles,  and  Capt.  Talcott  of  the  re- 
maining portion,  to  Dunliirk. 

When  Mr.  Johnson  entered  upon  his  duties  he 
found,  as  above  stated,  the  work  of  grading  in 
progress  along  the  upper  part  of  the  valley  of  the 
Delaware,  and  several  parties  were  employed 
making  explorations  for  the  best  route  from  the 
Delaware  west  to  Painted  Post,  and  east,  to  the 
Hudson.  An  examination  of  the  topographical 
features  of  the  country  soon  convinced  him  that 
notwithstanding  the  charter  prohibited  connec- 
tions with  lines  leading  into  New  Jersey  and  Penn- 
sylvania, the  force  of  circumstances  would  in  time 
cause  such  connections  to  be  made,  and  hence  he 
could  not  avoid  the  conclusion,  that  the  main  line 
of  the  road  wou'.d  eventually  Ond  iLs  eastern  ter- 
minus at  Jersey  City  or  Hoboken,  and  knowing 
that  arrangements  had  been  made  for  a  connec- 
tion from  Newburg  (since  effected.)  he  did  not 
consider  it  expedient  in  the  then  weak  stale  of  the 
company's  finances,  (the  individual  subscriptions 
all  told  not  amounting  to  three  millions)  to  incur 
any  expenditure  east  of  Goshen,  believing  that  a 
connection  with  Newburg  would  serve  the  wants 
of  the  Company,  until  such  time  as  it  would  be 
po8sibl<  to  build  the  road  on  the  only  proper  route 
for  it  '  .  pursue  to  the  Hudson  River  upon  the  route 
to  A'm;  York  City.  .     '  '. 

?ilr.  Johnson  also  believed  that  If  the  line  toest 
from  Goshen  to  the  mouth  of  the  Callicoon  were 
built  over  the  hills  of  Sullivan,  where  certain  loeal 
interests  were  endeavoring  to  place  it,  and  where 
all  the  previous  surveys  had  been  made,  it  must  ulti- 
mately be  abandoned,  and  placed  in  the  valley  of 
the  Delaware.  He  believed  a  similar  change 
would  have  to  be  made  in  the  line  in  the  Susque- 
hanna at  the  Great  Bend,  and  that  It  must  eventu- 
ally occupy  the  valley  of  that  river,  and  pass  for 
several  miles  within  the  limits  of  Pennsylvania. 

In  accordance  with  this  conviction  Mr.  J.  di- 
rected a  survey  to  be  made,  which  had  not  before 
been  do.'ie,  from  the  Deer  Park  Gap  along  the 
western  slope  of  the  Shawangunk  Mountain,  to  the 
Delaware  Station.  This  survey  showed  that  the 
descent  to  the  rivar  could  be  effected  by  a  line 
with  gradients  not  exceeding  45  feet  per  mile, 
whereas  upon  the  line  as  surveyed  by  Judge 
Wright,  the  maximum  grade  at  the  descent  of  the 
mountain  wa«  90  feet  per  mile,  a  limit  determined 
upon  as  the  minimum  in  a  consultation  with  Mon- 
cure  Robinson  of  Pennsylvania,  and  Jonathan 
Knight  of  the  Baltimore  and  Ohio  Railroad.  The 
surveys  and  examinations  of  Mr.  Johnson  also 
showed  that  the  comparatively  level  valley  of  the 
Delaware  could  be  followed  from  the  Delaware 
station  to  the  mouth  of  the  Callicoon,  without 
thereby  increasing  the  distance  as  compared  with 
the  line  traversing  the  hills  of  Sullivan,  which  had 
rise  and  fall  of  many  hundred  feet  greater,  with 
higher  gradients,  and  from  which  no  convenient 
connections  could  be  made  with  the  coal  fields  oi 
northern  Pennsylvania. 

A  similar  improvement  to  the  above,  it  was  evi- 
dent to  Mr.  Johnson,  was  practicable  at  the  Great 
Bend  of  the  Susquehanna.  These  changes  and 
improvements  so  necessary  to  the  final  suco«ss  of 
the  undertaking,  did  not  meet  the  views  of  many 
who  had  loeal  interests  to  be  promoted,  and  who 


unfortunately  succeeded  in  obtaining  the  sympa- 
thy of  the  consulting  Engineer  in  their  behalf; 
who,  however,  was  not  sustained  by  the  company, 
and  who  withdrew  from  its  service  in  the  month 
of  March  1837. 

Upon  the  Western  Division  of  the  road  durin;: 
this  period  no  attempts  at  construction  had  been 
made ;  the  duties  of  Capt.  Talcott  being  confined 
to  the  surveys  and  examinations,  necessary  to  w 
definitive  location  of  the  line  and  of  the  terminus 
at  Lake  Erie,  which  was  fixed  at  Dvnkirk. 

The  grading  along  the  Delaware  commenced 
under  the  direction  of  Judge  Wright,  in  1835,  was 
being  executed  with  a  view  to  a  track  of  i\w 
width  of  4  feet  8j^  inches.  Mr.  Johnson  by  .i 
writi«n  report  (the  first  made  in  this  country  upon 
the  subject)  invited  the  attention  of  the  Board  f  f 
Directors  to  the  propriety  of  increasing  the  widtli 
of  the  gauge.  At  this  time  only  sixteen  miles  (.i 
railway  were  actually  in  operation  of  the  narrow 
gauge  in  the  State  of  New  York  west  of  the  Hud- 
son.  \      ^  • 

In  1837,  when  the  afifairs  of  the  New  York  and 
Erie  Company  were  getting  into  a  more  settled 
condition,  and  the  solid  and  best  men  of  tbft£it> 
were  found  in  its  Direction,  with  James  G,  Kin; 
at  their  head,  and  Peter  Q.Stuyvesant  as  Treasurer, 
and  the  path  was  becoming  plain  for  the  company 
to  pursue,  the  great  revulsion  which  shook  to  its 
foundation  the  whole  financial  system  of  the 
country  occuned,  and  the  New  Yoik  and  Erie 
Company  was  forced  to  succumb  to  the  storm  and 
suspend  operations. 

Upon  the  assembling  of  the  Legislature  in  Jan 'y 
following,  the  company  renewed  its  application 
for  aid,  and  a  report  was  prepared  by  Mr.  Johnson 
based  upon  the  more  recent  surveys  of  the  entire 
line,  in  which  the  true  character  and  capabilities 
of  the  road,  its  resources  for  business,  Ac,  were 
for  the  flrst  time  set  forth.  Mr.  J.  demonstrated 
in  this  report  what  few  engineers  at  that  time 
would  admit,  to  wit,  the  influence  of  gradients 
within  certain  limits  of  inclination  upon  the  cost 
of  transportalion  upon  a  railroad,  was  very  slight, 
and  that  a  road  o(  the  cha'ractcr  of  the  New  York 
and  Erie,  with  gradients  not  exceeding  60  feet  per 
mile,  could  transport  heavy  freight  at  a  cost  in- 
cluding profit  not  exceeding  1^  cents  per  ton  per 

mile.     ,iX_:\,j^,-iiM-y^A  -  '  ^'^^^' 

This  report  produced  a  favorable  effect.  It  con- 
vinced many  who  before  believed,  and  honestly, 
that  the  New  York  and  Erie  Railroad  was  a  vision- 
ary enterprise,  that  it  was  not  only  practicable, 
but  that  transportation  could  be  done  upon  it  at 
remunerating  rates.  The  result  was  a  change  or 
modification  of  the  law  granting  the  credit  of  the 
State,  by  which  the  company  was  enabled  to  avail 
itself  of  the  loan. 

In  passing  this  act  the  Legislature  committed 
an  error  by  what  agency  it  is  not  known,  by  pro- 
viding that  the  company  were  not  to  derive  any 
benefit  from  the  loan  until  they  had  constructed 
ready  for  use  ten  miles  of  their  road  at  each  ex- 
tremity. By  this  provision  the  road  of  necessity 
was  brought  to  the  Hudson  at  Piermont,  and  the 
building  of  this  portion,  and  of  the  portion  at 
Dunkirk,  at  so  early  a  date,  when  from  its  distant 
and  isolated  position,  it  could  not  be  profitably 
used,  the  rails  upon  it  after  being  laid,  not  being 
suffered  to  remain,  liut  were  taken  up  and  con^ 
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veyed  back  again  to  the  Hudson.  From  these 
improvident  proceedings  the  company  lost  more 
probably  than  the  whole  amount  of  the  loan  from 
the  State,  viz  three  millions  (subsequently  con- 
verted into  a  gift)  and  added  probably  that 
amount  needlessly  to  the  cost  of  the  road. 

Mr.  Johnson  when  in  the  service  of  the  compa- 
ny prepared  specifications  and  plans  for  the  grad- 
ing and  various  mechanical  structures,  except  the 
larger  bridges  which  were  to  be  erected  at  a  later 
period.  The  speciQcations  were  drawn  up  in  a 
more  full  and  perfect  manner  than  had  probably 
previously  been  done  on  any  railroad  in  the  coun- 
try, und  used  through  all  the  subsequent  stages 
of  the  work.  He  went  to  Dunkirk  and  attended 
to  the  revision  of  the  location  of  the  line  at  that 
extremity,  from  Lake  Erie  to  the  summit,  reduc- 
ing the  gradient  from  70  to  60  feet  per  mile,  and 
the  cost  in  about  the  same  ratio.  T.  S.  Brown, 
subsequently  Chief  Engineer,  was  then  the  assist- 
ant in  charge  of  this  Division.  •       -   .  -.,  •,    .  •■ 

On  the  Eastern  Division  Mr.  Johnson  secured 
the  services  as  assistant  of  the  late  H.  C.  Seymour 
to  locate  the  portion  at  the  terminus  near  the 
Hudson.  Mr.  Seymour  afterwards  filled  the  office 
of  Chief  Engineer  and  Superintendent  of  the  road 
with  much  credit.  Mr.  Johnson  did  not  remain 
in  the  service  of  the  company  to  put  either  of  the 
portions  thus  located  under  contract  but  retired 
receiving  at  the  time  an  off«jr  which  he  accepted, 
of  the  charge  of  the  surveys  upon  the  New  York 
and  Albany,  and  Ogdensburg  and  Champlain 
roads,  and  he  has  not  since  that  day  been  in  the 
employ  of  the  New  York  and  Erie  Company. 

Mr.  Johnson  was  succeeded  by  Edward  Miller 
of  Pennsylvania  as  Engineer  of  the  Company,  and 
the  latter  by  Maj.  T.  S.  Brown  named  above  as 
having  previously  been  in  charge  of  the  section 
at  Dunkirk.  ; -fUr  ^^  '\  •  -~  ^v-. 'S. 

The  mistakes  of  the  Company  in  regard  to  the 
piled  road  alluded  to  by  our  correspondent  of  last 
week  were  made  after  Mr.  Johnson  left  the  service 
of  the  Company,  and  the  plan  was  never  approved 
by  him.  At  the  time  of  its  adoption  by  the  New 
York  and  Erie  Company,  Mr.  Johnson  gave  an 
opinion  adverse  to  its  success  in  the  case  of  an- 
other road. 


Ohio  and  MlaslasippI  Railroad  :  Illinois  Por- 
tion> 

The  following  gentlemen  have  been  elected  Di- 
rectors of  the  O.  and  M.  Railroad,  for  the  ensuing 
year ; 

John  OFallon,  Wm.  H.  Belcher,  Sam'l  Gaty,  of 
St.  Louis,  John  L.  Aspinwall,  (of  New  York,)  So- 
lon Humphreys,  do.,  H.  D.  Bacon,  J.  H.  Alexan- 
der, Sidney  Breese,  (Ills.,)  Alfred  Kitchell,  do., 
Chas.  P.  Chouteau. 

The  number,  it  will  be  perceived,  is  ten— it 
having  been  reduced  from  thirteen,  the  number  of 
which  the  Bo<ird  was  formerly  composed. 

It  is  understood  that  Col.  O'Fallon  declines  a 
re-election  as  President  of  the  Board,  and  that  H. 
D.  Baco.v,  Esq.,  of  St.  Louis,  will  be  chosen  to 
succeed  him.  The  other  oQScers  are  J.  H.  Alex- 
ander, Esq.,  Vice  President  and  Treasurer,  and 
Geo.  K.  M.  M'Gunnkgle,  Secretary. 

New  York  Central  Railroad. 

This  Road  has  a  double  track  now  in  daily  use 
for  more  than  two-thirds  of  the  way.  Something 
under  a  hundred  miles  between  Batavia  and 
Syracuse  only  remnin  to  be  completed,  which  it 
is  expected  will  be  in  running  order  early  next 


Rallroadt  In  IlUnola. 

The  pro^g^ress  of  railroads  n  Illinois  fi.  ly  sus- 
tains her  claim  as  being  the  "  Empire  State  of  tht 
West."  The  routes,  upon  which  the  future  com- 
merce of  the  State  must  naturally  be  directed,  are 
already  occupied  by  roads  in  operation  or  in  active 
construction.  For,  notwithstanding  the  surface 
of  Illinois  is  so  uniform  as  to  invite  communica- 
tion in  every  direction,  her  commercial  relations) 
with  the  whole  country  have  indicated  necessary 
routes  for  her  roads,  as  essential  to  commercial 
convenience  as  those  of  tbe  State  of  New 
lork. 

The  geographical  position  of  Illinois  i.s  the  chief 
element  of  her  future  greatness.  Lying  on  the 
east  upon  the  navigation  of  the  great  lakes,  and 
on  the  west  upon  GOO  miles  of  the  Mississippi 
river  ;  and  imposing  the  least  distance  and  the 
fewest  obstacles  between  those  vast  navigable 
water  courses,  Illinois  is  destined  to  be  the  high- 
way of  a  large  part  of  the  internal  commerce  of 
the  country.  For  the  valley  of  the  Upper  Missis- 
sippi, of  which  Illinois  forms  the  best  portion,  and 
for  a  vast  territory  reaching  beyond  to  the  base 
of  the  Rocky  Mountains,  Illinois  must  always 
furnish  the  most  convenient  eastern  outlet.  Her 
great  lake  port,  Chicago,  must  also  conduct  the 
commercial  exchanges  of  large  amounts  of  northern 
and  southern  products.  And,  looking  beyond  to 
the  trade  to  the  Pacific,  and  of  the  great  conti- 
nent of  the  Eastern  Hemisphere,  the  great  Cen- 
tral and  Northern  projected  lines  of  Pacific  rail- 
roads will  meet  the  navigation  of  the  great  lakes 
at  Chicago. 

Illinois  has  vast  local  resources,  superior  to 
those  of  other  large  portions  of  the  west.  The 
vast  extent  and  inexhaustible  fertility  of  her  riv- 
er "  bottoms,"  as  well  as  the  general  excellence 
of  her  prairie  s^il,  constitute  an  agricultural  ca- 
pacity of  the  highest  order.  Her  broad  sub-strata 
of  coal,  her  lead,  iron,  limestone  and  building 
stone,  are  her  exhaustless  staples  of  mineral 
wealth.  With  55,000  .square  miles  of  practicable- 
surface,  combining  all  her  elements  of  natural 
wealth,  Illinois  has  an  inhabitable  capacity,  per- 
haps unequalled  by  any  other  similar  extent  of 
territory  on  the  globe. 

Chicago,  especially,  being  literally  at  the  straits 
through  which  two  thirds  of  the  ultimate  exter- 
nal commerce  of  the  Upper  Mississippi  valley 
must  pass,  and  being  the  central  scat  of  vast  fu- 
ture manufactures  of  iron,  copper  and  lead,  sus- 
tained upon  the  mineral  resources  of  Lake  Su- 
perior on  one  hand,  and  the  coal  of  Southern  and 
Western  Illinois  on  the  other ; — is  the  great  focal 
point  for  the  railroad  system  of  the  State.  Next  to 
Chicago,  St.  Louis,  althou;;h  an  external  point, 
has  a  most  important  relation  to  the  commercial 
and  agricultural  interests  of  Illinois.  St.  Louis 
will  always  be  the  great  point  from  which  south- 
ern and  south  western  trade,  destined  for  Chica- 
go, will  leave  the  Mississippi  river ;  and,  like  Buf- 
falo to  New  York,  will  always  be  the  great  forwar- 
ding city  to  Chicago:  Unlike  Buffalo,  however, 
St.  Louis  will  always  sustain  a  large  commerce  of 
its  own,  drawn  from  a  wide  extent  of  tributary 
country,  and  by  its  own  commercial  relation  with 
the  ports  of  the  lower  Mississippi  and  of  the  Mex- 
ican Gulf 

The  railroad  "  system"  of  Illinois  is  therefore 
necessarily  based  upon  the  coanectiOD  of  Lake 


Michigan  with  the  Mississippi.  The  roads  by 
which  Chicago  is  to  become  connected  with  the 
six  hundred  miles  of  the  great  western  water  bor- 
der of  the  State  are  as  Jollows  : 

Galena  and  Chicago  Union ; 

Chicago,  St.  Charles  and  Mississippi  i 

Chicago  and  Rock  Island  ; 

Aurora  Branch,  Military  Tract  and  Peoria  and 
Oquawka ; 

Aurora  Branch,  Military  Tract,  and  Northern 
Cross ; 

Chicago  and  Rock  Island,  and  Peoria  and  Bu- 
reau Vall«y ; 

Chicago  and  Rock  Island,  Peoria  and  Bureau 
Valley,  and  Peoria,  Jacksonville  and  Alton  ; 

Chicago  and  Mississippi;  atjd  Illinois  Central 
(Chicago  Branch.) 

The  points  at  which  these  roads  will  meet  the 
Mississippi  arc  as  follows  : 

Opposite  Dubuque,  Iowa;  at  Savannah,  Fulton  ; 
Albany  ;  Rock  Island ;  Oquawka  ;  oppobile  Bur- 
lington. Iowa;  Quincy;  opposite  Hannibal,  Mo.; 
Alton;  Illinoistowu,  opposite  St.  Louis,  Mo.;  and 
Cairo.  J     .  ,    .....V      - 

The  distances  of  these  points,  respectively,  from 
Cairo  are,  598  miles,  555  miles,  538,  529,477,  407, 
394,  313,  300,  192  and  172  (Cairo  0)  miles. 

GALENA  AND  CBICAGO  UNION  RAILROAD.       .... 

This  work  was  projected^in  1836,  and  commen- 
ced under  a  new  organization  in  1817.  The  road 
was  intended  to  connect  Chicago  with  Galena  by 
a  line  of  180  miles.  It  is  now  tompleted  to  Free- 
port,  (121  miles  from  Chicago)  from  whence  tlio 
Illinois  Central  road  will  complete  the  connection 
with  Galena.  25  miles  of  the  Illinois  Central,  ex- 
tending beyond  Freeport  to  Warren,  are  now  in  op- 
eration, leaving  about  34  miles  yet  to  be  opened. 
At  Warren  the  Mineral  Point  road,  32  miles  in 
length,  will  diverge  to  Mineral  Point  in  Wiscon- 
sin; the  work  being  already  in  a  good  state  of 
progress.  At  Belvidere,  78  miles  from  Chicago,  a 
branch  of  20  miles  diverges  to  Beioit,  from  whence 
the  Beioit  and  Madison  road,  48  miles  in  length, 
will  extend  to  the  Capital  of  Wisconsin.  20  miles 
of  the  latter  road  are  about  being  opt;ued. 

The  Galena  awl  Chicago  company  arc  now  en- 
gaged in  opening  a  direct  line  to  the  Mississippi 
at  Fulton.  The  new  line  leaves  the  present  road 
at  28  miles  from  Cliicago,  thouce  vxtuudiug  70 
miles  to  Dixonville,  from  which  latter  point  to  the 
Missis.sippi  river  is  37  miles.  For  the  road  from 
Dixon  to  Fulton,  the  Galena  and  Chicago  company 
have  made  an  agreement  with  the  Mississippi  and 
Rock  River  Junction  Co.,  by  which  the  latter 
company  prepare  the  roadway  for  the  superstruc- 
ture, while  the  former  company  iron,  ftquip,  and 
operate  it,  paying  the  original  owners  seven  per 
cent,  semi  annually  on  all  their  expenditures  for 
construction.  The  length  of  the  direct  line  from 
Chicago  to  Fulton  is  135  miles,  all  of  which  is  ex- 
pected to  be  completed  in  the  present  year. 

The  construction  account  of  the  Galena  and 
Chicago  company  on  May  1st  1854  was  S4,516,290; 
represented  in  part  by  $2,682,167  of  paid  up 
stock;  SI, 356,000  oC  7  per  cent,  mortgage  bonds, 
and  S26,000  of  10  per  cent,  convertible  bonds. — 
The  balance  consists  of  debts  due  by  the  company 
and  of  surplus  earnings  above  declared  dividends, 
(these  earnings  being  S176,694  40.) 

Of  the  construction  account,  S797  533  had  been 
expended  on  the  Dixon  "  direct  line"  road,  upon 
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which  it  was  estimated  that  $526,000  would  be 
yet  required  for  its  completion  between  the"Janc- 
tioa"  and  Dixon,  70  miles.  The  cost  of  extending 
the  line  from  Dixon  to  Fulton,  37  miles,  is  estima- 
ted at  $600,000,  making  the  whole  cost  of  the  107 
miles  of  the  "  direct  line,"  ftom  the  JuQClioa  to 
Fulton,  $1,923,  533. 

Of  the  construction  account  of  the  Galena  and 
Chicago  road,  $379,707  had  also  been  exi>ended 
upon  the  20  miles  of  the  Beloit  branch. 

The  net  earuings  of  this  road  for  four  years 
have  been  as  follows  : 


Net 

Miles 

Earnings 

open. 

per  mile. 

42 

$1,875 

C2 

1,999 

90 

3,179 

150 

3,383 

Net 
Earnings. 

1861 $78,781 

1852... 123,948 

1863 286,151 

1864 439,814 

The  gross  receipts  for  the  year  ending  April 

80th  1854  were  $899,043,  of  which  but  $369,199 

were  expended  for  operating  the  road,  being  40 

per  cent,  only  of  the  gross  earnings. 

OflSce  at  Chicago. 

;  •  JOHN  B.  TURNER,  President. 

W.  M.  LARRABEE,  Secretary. 

JOHN  VAN  NORTWICK,  Chief  Engineer _ 

CHICAOO,    ST.  CUARl.F.S    AND  MISPrSSIPPI. 

This  road  was  projected  to  give  to  Chicago  the 
shortest  possible  connection  with  the  Mississippi, 
which,  making  a  delour  into  Illinois,  is  but  130 
miles  distant  by  the  St.  Charles  road ;  being  60 
miles  less  than  the  distance  via  Galena,  and  6 
miles  less  than  the  new  Fulton  and  Chicago  di- 
rect line.  It  was  undeniably  by  an  error  that  the 
Galena  and  Chicago  road  was  first  located  on  its 
present  route,  an  error  which  that  company  is 
now  seeking  to  retrieve  by  the  construction  of  the 
Chicago,  Dixon  and  Fulton  road.  It  is  an  unfor- 
tunate circumstance  that  the  Chicago,  St.  Charles 
and  Mississippi,  and  the  Chicago,  Dixon  and  Ful- 
ton roads,  having  the  same  eastern  terminus,  and 
diverging  but  17  miles  from  each  other  at  Fulton 
and  Savannah,  should  not  have  been  combined 
under  one  interest,  so  as  to  remove  the  necesiity 
for  more  than  one  road. 

As  it  is,  however,  the  whole  of  the  St.  Charles 
r6ad  was  put  under  contract  on  the  30th  of  May, 
1863;  Mess.  E.  C.  and  E.  B.  Litchfield,  of  New 
York,  taking  the  entire  road,  to  be  constructed 
and  equipped  for  $24,500  per  mile. 

Mess.  Collins  and  Co.  of  Brooklyn,  N.  Y.,  who 
have  the  sub-contract  for  constructing  the  road 
from  Chicago  to  Fox  River,  have  their  poi  tion  of 
the  work  nearly  completed. 

At  the  last  meeting  of  the  stockholders  of  this 
company,  the  subscribed  stock  was  reported  .is 
$1,190,600.  No  bonds  would  bo  issued  until 
after  the  completion  of  the  road  to  the  Fox  Riv- 
er, forty  miles  from  Chicago. 

The  St.  Charles  road  runs  up  from  Savannah, 
the  point  where  it  strikes  the  river,  to  Galena; 
making  a  whole  length  of  160  miles,  or  20  miles 
less  between  Chicago  and  Galena  than  by  the  pre- 
sent Chicago  and  Galena  road. 

The  officers  of  this  company  are  as  follows  : 

President,  Ira  Minard,  St.  Charles.  111. 

Vice  President,  Gurdon  S.  Hubbard,  Chicago. 

Secretary,  Stevens  S.  Jones,  St.  Charles. 

Treasurer,  Alvah  Hunt,  New  York  City. 

Chief  Engineer,  Geo.  W.  Waite,  St.  Charles. 

ROCKFORD  AND  ROCK  ISLAND  RAILROAD. 

On  leaching  Dixon,  on  the  Chicago  and  Fulton 


"  direct  line,"  the  Rockford  and  Rock  Island  road 
will  open  an  additional  line  to  the  Mississippi 
ri\  er  at  Albany,  seven  miles  below  Fulton,  and 
will  thence  run  down  the  river  to  Rock  Island. 

As  this  road  comes  under  notice  in  this  connec- 
tion, it  is  well  to  indicate  its  route  and  objects  at 
this  place.  The  general  route  of  the  road  is  in 
the  Rock  River  Valley,  running  from  Beloit 
through  Rockford,  Byron,  Dixon,  Sterling  and  Al- 
bany. That  portion  of  the  road  between  Dixon 
and  Albany  was  put  under  contract  on  the  16th 
of  February  1853,  to  Henry  Doolittle,  of  Dayton, 
Ohio.  This  road  occupies  a  route  of  great  value, 
connecting  northern  Illinois  and  Central  Wiscon- 
sin, by  a  direct  route,  with  the  Mississippi, — being 
fed  by  several  important  roads  and  being  a  com- 
petitor to  none.  It  passes  several  flourishing  vil- 
lages abundantly  supplied  with  water  power.  ItH 
officers  dnring  1863  (wo  have  had  no  report  this 
year)  were. 

President,  John  Dement,  Dixon,  111. 
Secretary  and  Treasurer,  J.  B.  Brooks,  Dixon. 
Chief  Engineer,  R.  Ogilby,  Dixon,  111. 
ColsuUing  Engineer,  R.  B.  Mason,  Chicago. 

CHICAGO  AND  ROCK   ISLAND  RAILROAD. 

This  road  was  opened  throughout  during  the 
past  summer.  It  is  181  miles  in  length  from 
Chicago  to  Rock  Island  Cityj  passing  for  upwards 
of  80  miles  in  the  rallies  of  the  Des  Plaines  and 
Illinois  rivers,  and  through  the  villages  ofJoliet, 
Morris,  Ottawa  and  Peru.  It  is  ihe first  road,  in 
the  order  of  its  opening,  col  .ecting  Chicago  by 
an  uninterrupted  communication  with  the  Missis- 
sippi river.  Its  earnings,  thus  far,  have  been 
such  as  to  assign  it  a  position  among  the  most 
successful  roads  in  the  west,  although  it  is  built 
at  a  higher  average  cost.  Rock  Island  city  is  the 
best  point  at  which  the  Mississippi  can  be  bridged 
without  interfering  with  its  navigation.  The 
right  of  way  across  Rock  Island  is  now  disputed 
by  the  War  department,  the  island  being  the 
property  of  the  United  States,  and  subject  to  the 
disposition  of  the  Secretary  of  War.  This  difficul- 
ty will  ultimately  be  arranged,  when  the  Rock 
Island  road,  will  be  extended  by  nearly  the  same 
company,  under  the  title  of  the  Mississippi  and 
Missouri  Railroad,  through  Iowa  City  to  Council 
Blufis.  The  officers  of  the  Rock  Island  road  are 
as  follows : 

President,  John  B.  Jervis,  New  York  City. 

Treasurer  A.  C  Flagg,  "         "         *', 

Secretary,  N.  D.  Elwood,  Joliet,  111. 

Chief  Engineer,  Wm.  Jervis,  Chicago. 

AURORA  BRANCH  RAILROAD. 

This  road,  which  will  be  the  Chicago  trunk  of 
three  separate  connections  with  the  Mississippi 
river,  extends  from  the  Junction  with  the  Galena 
and  Chicago  road  to  Mendota,  on  the  Galena 
branch  of  the  Illinois  Central  road.  Length,  68 
miles ;  whole  length,  over  the  Galena  and  Chicago 
track,  to  Chicago,  88  miles.  Mendota  is  16  miles 
above  La  Salle,  making  the  entire  distance  from 
Chicago  to  La  Salle  104  miles,  against  98  miles  by 
the  Chicago  and  Rock  Island  road.  From  Men- 
d»ta  the  Central  Military  Tract  road  will  be  ex- 
tended to  Galesburg ;  the  most  northerly  point  on 
the  important  east  and  west  line  of  road,  now 
known  as  the  Peoria  and  Oqnawka,  but  which 
will  ultimately  connect  Indiana  and  Iowa  The 
Military  Tract  road  is  now  finished  to  French 
Grove,  36  miles  from  Mendota.  From  Galesburg 
there  will  be  a  direct  western  connection  with  the 


Mississippi  river  at  Oquawka,  and  also  one  of  40 
miles  to  a  point  opposite  Burlington,  Iowa.  South 
Westerly  of  Galesburg,  the  Northern  Cross  road 
will  ext«nd  120  miles  to  Quincy,  where  the  short- 
est connection  can  be  made  with  the  Hannibal 
and  St.  Josephs  Railroad  of  Missouri.  The  en- 
tire distance  from  Chicago  to  Quincy  by  this  line 
is  about  292  miles.  The  entire  line  is  expected 
to  be  opened  and  operated  during  the  present 
year.  The  officers  of  these  roads  are  as  fol- 
lows:  ''-■''■  /'"■•'■]•■'■;"  -■r;''v  ->:'v- ^'  •- 
AURORA 'branch. 

President,  James  S.  Joy,  Detroit,  Mich. 

Secretary,  A.  Robbins,  Chicago. 

Superintendent,  Walter  S.  John.son,  Chicago. 

CENTRAL  MILITARY  TRACT     RAILROAD. 

President,  J.  W.  Brooks,  Detroit,  Mich. 
Secretary,  David  Sanborn,  Galesburg,  III. 

NORTHERN  CROSS  RAILROAD. 

President,  N.  Bushnell,  Quincy,  III. 
Chief  Engineer,  W.  H.  Sidell.  Quincy,  111. 

PEORIA  AND  BUREA0  VALLEY  RAILROAD. 

This  road,  leaving  the  Chicago  and  Rock  Island 
road  at  Bureau,  113  miles  from  Chicago,  will 
extend  to  Peoria,  47  miles.  It  is  now  under  con- 
tract to  Sheffield,  Farnham,  &  Co.,  and  20  miles 
are  in  operation.  Surveys  have  been  made  by  W. 
G.  Wheaton,  Esq.,  resident  Engineer  of  this  road, 
for  a  direct  line  to  Jacksonville,  whence  the  Jack- 
sonville and  Alton  road  will  extend  to  the  latter 
point.  The  distance,  by  Mr.  Wheaton's  surveys, 
from  Peoria  to  Jacksonville,  is  75%  miles.  We 
have  seen  no  report  of  the  surveys  of  Mr.  Joseph 
T.  Hunt,  engineer  of  the  Jacksonville  and  Carroll- 
ton  road,  but  we  are  told  that  the  entire  line  from 
St.  Louis  through  Jacksonville,  Peoria  and  Bu- 
reau, to  Chicago,  is  but  36  miles  longer  than  the 
Chicago  and  Mississippi  road 

The  officers  of  the  Jacksonville  and  Alton  road 
are  as  follows : 

President,  Judge  D.  M.  Woodson,  Green  Co. 
Secretary,  George  T.  Brown,  Alton. 

Chief  Engineer,  Joseph  T.  Hunt,  Alton. 

PEORIA  AND  HANNIBAL  RAILROAD. 

A  company  has  been  organized  for  the  construc- 
tion of  a  railroad  lying  mostly  in  the  Illinois  river 
Valley,  to  connect  the  above  points.  Hannibal  on 
the  Missouri  side,  is  but  13  mi'.es  below  Quincy, 
and  128  above  St.  Louis.  The  principal  subscrip- 
tions towards  the  construction  of  this  work  have 
thus  far  been  made  in  Lewistown,  Fulton,  Co.— 
This  road  occupies  the  best  portion  of  the  Illinois 
River  Valley,  and  will  be  a  most  useful  road  to 
Chicago,  as  well  as  to  the  country  traversed.  The 
following  are  the  officers  of  this  road. 

President,  Myron  Phelps,  Lewistown,  Fulton  Co. 
Vice  President,  L.  D.  Erwin,  Rushville,  Schovler 
Co. 

Treasurer,  George  Phelps,  Lewistown. 

Secretary,  Thomas  Hanna,  Vermont  Fnlton  Co. 

CHICAGO  AND  MISSISSIPPI    RAILROAD. 

This  road  is  the  second  in  the  order  of  opening, 
connecting  Chicago  directly  with  the  Mississippi 
river.  The  entire  line  was  opened  throughout, 
from  Alton  to  Joliet,  early  in  August.  Between 
Joliet  and  Chicago,  40  miles  of  the  Rock  Island 
road  are  used.  From  Alton  to  St.  Louis,  20  miles 
the  distance  is  run  by  steamboats.  The  entire 
distance  from  St.  Louis  to  Chicago,  by  this  road, 
is  280  miles ;  the  road  proper  being  220  miles 
long.    It  is  probable  that  this  road  will  yet  enter 
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Chicago  upon  aa  independect  liue  ;  while,  on  the 
other  end,  a  road  is  building  from  Alton  to  Illinois- 
tomi  opposite  St.  Louis.  It  is  probable  that 
through  trains  will  yet  be  run  in  9  hours  between 
St.  Louis  and  Lake  Michigan. 

The  Chicago  and  St.  Louis  road  occupies  the 
shortest  rout  between  its  termini,  and  must  al- 
ways rank  in  importance  with  the  great  lines  which 
connect  the  Seaboard  with  the  lakes.  Its  two 
terminal  cities,  with  Cinciunati,  must  always  be 
the  great  commercial  centers  of  the  west,  and  im- 
mense commercial  interchanges  will  always  exist 
between  them. 

This  road  has  been  completed  principally  by 
eastern  capital.  The  President  of  the  company  is 
Hod  Geo.  Bliss,  of  Springfield  Mass. 

ILLINOIS  CENTRAL  RAILROAD,  CHICAGO   BRANCH. 

The  Chicago  Branch  of  the  Illinois  Central  road 
runs  direct  from  Chicago  to  Cairo,  a  distance  of 
365  miles.  This  portion,  togetbcr*with  the  main 
trunk  of  the  road,  the  wlwle  being  704  miles  in 
length,  will  be  opened  during  the  present  year. 

Such  is  a  brief  summary  of  the  lines  radiating 
from  Chicago  to  the  western  border  of  the  State, 
and  meeting  the  Mississippi  at  no  less  than  twelve 
dififerent  points.  Nearly  every  one  of  these  roads 
will  have  important  extensions  on  the  west,  south 
west,  or  south.  All  are  in  fact  connected  directly 
or  remotely  with  the  great  lines  projected  towards 
the  Pacific,  or  with  the  great  north  and  south  lines 
of  the  Mississippi  valley. 

The  Illinois  Central  "  main  trunk,"  intersecting 
the  State  from  north  to  south,  will  furnish  the 
central  thoroughfare  for  business  in  that  direction, 
besides  opening  up  vast  quantities  of  coal  in 
the  southern  part  of  the  State,  to  the  Chicago  mar- 
ket. 

Besides  the  system  of  roads  based  upon  Chica- 
go, Illinois  will  haveyire  other  east  and  west  lines, 
passing  across  her  entire  breadth.  These  lines 
are  as  follows: 

Peoria  and  Oquawka,  running  from  the  Indiana 
line  to  Burlington,  Iowa. 

Indiana  and  Illinois  Central,  and  Great  Western; 
together  uniting  Indianapolis  and  Hannibal,  Mo. 

Terre  Haute  and  Alton,  indicated  by  name. 

Atlantic  and  Mississippi,  from  Terre  Haute,  Ind., 
to  St.  Louis ;  and 

Ohio  and  Mississippi,  from  Cincinnati  to  St- 
Louis. 

PEORIA  AND  Oat'AWKA  RAILROAD. 

This  road,  (commenced  and  cairied  forward 
from  its  western  terminus,)  leaves  the  Mississippi 
opposite  Burlington,  Iowa,  as  also  from  Oquawka 
in  Henderson  Co.,  Ills.,  the  two  stems  uniting  a 
few  miles  west  of  Monmouth.  The  road  thence 
runs  through  Galesburg,  Peoria,  Washington  cross- 
ing the  Illinois  Central  and  Chicago  and  Mississip- 
pi roads,  and  thence  extending  to  Middlcport,  in 
Iroquois  Co.,  nearly  200  miles  from  Burlington. — 
From  Peoria  to  Burlington  is  about  80  miles.  At 
Middlcport  this  road  meets  the  Logansport  and 
Pacific  road,  running  to  Logansport,  Ind.  The 
Peoria  and  Oquawka  road  is  under  contract  to 
Cruger,  Secor,  &  Co.,  and  has  been  p  omised  to 
be  in  operation  throughout  by  January  1,  1855. — 
The  following  are  the  officers  of  this  road. 

President  R.  Rouse,  of  Peoria,  111. 

Directors.  Fitz  Henry  Warren,  Burlington,  Iowa; 
W.  S,  Phelps,. Elm  wood,  Peoria  Co.,  Ills. ;  G.  C. 
Bestor,  R.  Rouse,  P.  Sweat,  W.  Kellogg,  and  J. 
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Friuk,  of  Peoria ;  A.  H.  Danforth,  Washington, 
Tazewell  Co.,  111. ;  and  J.  Thomas,  of  Middlcport, 
Iroquois  Co. 

INDIANA  AND  ILLINOIS  CENTRAL  AND  GREAT  WESTERN. 

The  Indiana  and  Illinois  Central  road  extends 
on  a  very  direct  lino  from  Indianapolis,  Ind.,  to 
Decatur,  in  Macon  Co.,  111.  where  it  reaches  the 
Great  Western  road  of  Illinois,  The  former 
road  is  149>2  miles  in  length ;  the  latter  from  De- 
catur to  Naples  is  94  miles  long.  The  Indiana 
and  Illinois  road  is  under  contract  to  M.  C.  Story 
&  Co.,  of  New  York,  who  grade  and  iron  the  road, 
and  furnish  the  equipment  for  $22,00u  per  mile. 
The  whole  sum  to  be  paid  the  contractors,  includ- 
ing extra  work  above  the  estimrtes  is  S3,738,- 
500 ;  of  which  50  per  cent,  are  payable  in  7  per 
cent  Company  bonds,  secured  by  the  whole  road ; 
20  per  cent,  in  stock,  and  30  per  cent  in  cash. 

The  stock  account  of  this  company  was  report- 
ed as  follows  at  their  last  meeting. 

Cash  subscriptions S339,500 

Land  subscriptions 1,566,060 

Stock  issued  to  solicitors 3,400 

Stock  issued  to  contractors 6,100 


'-.- '   '  -^  "-■■'  ■■  ^~:-  ■■'  ■•'  r-C         81,914,060 

From  the  Wabash  river  to  Decatur,  a  distance 

of  84  mile-",  the  work  has  been  sublet.     The  Chief 

Engineer  of  this  company  is  John  C.  Campbell, 

Esq.  ;:.■■■;--.::/'■■■;'■ 

Th«  Great  Western  road  is  in  operation  from 
Decatur,  through  Springfield,  to  Naples  on  the  Il- 
linois river.  This  road  will  be  ultimately  extend- 
ed to  a  point  opposite  Hannibal,  Mo.,  thus  com- 
pleting a  great  central  route  from  Philadelphia 
and  Baltimore  through  Columbus,  Ohio :  Indiana- 
polis, Ind.,  and  Springfield,  111.,  to  the  Missouri 
river. 

The  President  of  the  Great  Western  ro  ad  is  Gov- 
emeur  Morris  of  New  York  city  ;  Engineer  and 
Superintendent,  T.  J.  Carter,  of  Springfield  111. 

TERRE  HAUTE  AND  ALTON  RAILROAD. 

This  road  will  connect  the  two  points  indicated 
in  its  name,  by  a  line  of  170  miles.  A  large  east- 
ern interest  is  now  identified  with  this  enterprise, 
and  it  is  expected  that  the  whole  road  wili|be  open 
in  1865.  Messrs.  Phelps,  Mattoon  and  Barnes,  of 
Springfield,  Mass.,  are  the  contractors.  It  is  ex- 
pected that  nearly  fifty  miles  from  each  end,  or 
100  miles  in  all,  will  be  open  by  the  first  of  Janu- 
ary next.  The  whole  distance  by  this  road  from 
Terre  Haute  to  St.  Louis,  will  be  about  190  miles. 

The  stock  subscriptions  of  this  road  are  report- 
ed as  S2,900,000 
Ist  Mortgage  7  per  cent,  bonds  sold  1,000,000 
2d  "  8  "  sold  250,000 
2d       "         8   ,  .,  .",          unsold  750,000 


Totol  means  S4,900,000 

It  is  expected  that  the  road  can  be  built  and 

equipped  complete  for  $4,000,000,  by  which  the 

necessity  of  the  sale  of  all  of  the  last  issue  of  bonds 

will  be  avoided. 

The  President  of  this  company  is  Simeon  Ryder 
of  AUon,  111.;  Chief  Engineer,  0.  W.  Childs,  Al- 
ton, ■v',"     :■.:■•■ 

■  .  ^-  r  .    :  ■       ■  . 

MISSISSIPPI  AND    ATLANTIC    RAILROAD. 

This  road  is  doubtless  desbined  to  be  the  great 
through  line  from  the  east  to  St.  Louis.  By  its 
connections  at  Terre  Haute  it  forms  the  shortest 
lines  from  Cleveland  and  Indianapolis.    Its  length 


mile  longer  than  an  air  line.  Occupying  the  route 
of  the  "  National  Road,"  and  intersecting  the  mot>t 
fertile  portions  of  the  State,  it  possesses,  in  di- 
rectness and  local  resources,  the  best  elements  of 
support  and  cheap  operation.  With  its  Indiana- 
polis connections  this  road  ofiersa  route  actually 
shorter  between  Cinciuuati  and  St.  Louis  than  the 
Ohio  and  Mississippi  route,  while  upon  the  cons- 
truction ofalineofroadfromQreensburg(on  the  In- 
dianapolis and  Cincinnati  road)  to  Terre  Haute,  it 
will  be  much  the  shortest  route  between  the  two  cities 
and  will  possess  the  further  advantage  of  conforming 
in  gauge  with  all  the  numerous  and  important 
roads  which  it  will  intersect.  By  its  connection 
with  the  Illinois  Central  road  at  Effingham,  97 
miles  from  St.  Louis,  and  199  miles  from  Chicago, 
it  will  furnish  a  tolerably  direct  route  beween  those 
cities.  '  ^ 

The  President,  John  Brougb,  Esq.,  of  Indiana- 
polis, announces  the  wbele  road  under  contract, 
to  be  completed  in  the  summer  of  1856. 

OHIO  AND    MISSISSIPPI    RAILROAD. 

This  road  is  to  extend  from  Cincinnati  to  St. 
Louis,  a  distance  of  344  miles.  About  70  miles  of 
the  eastern  and  60  miles  of  the  western  end  are 
now  open.  The  whole  road  is  expected  to  be 
completed  during  the  coming  year.  The  road  is 
of  six  feet  gauge,  different  from  that  of  all  the  roads 
I  intersected.  The  President  in  Ohio,  is  Jamet  C. 
Hall,  of  Cincinnati;  Engineer,  S.  S.  Post,  of  Cincin- 
nati. 

The  President  in  Ulinois  is  H.  D.  Bacon  of  St. 
Louis. 

Estimated  cost  of  this  road.  S12,500,000. 

The  roads  not  embraced  in  the  "  systems''  we 
have  described  are  the  L'hicago  and  Milwaukee, 
Belleville  and  lUinoistown,  Belleville  audMurpbys- 
boro,  andWarsaw  and  Rokford  roads.  The  general 
direction  of  these  roads  is  north  and  south.   ;.    .:. . 

BELLEVILLE  AND    ILLINOISTOWN  RAILROAD. 

This  road  was  originally  projected  from  Illinois- 
town,  opposite  St.  Louis,  to  Belleville,  in  St.  Clair 
Co.  Under  a  disputed  provision  of  its  charter, 
and  against  the  pressure  of  the  sentiment  of  "State 
policy,"  long  maintained  in  Illinois,  it  was  after- 
wards extended  to  Alton.  The  whole  will  prob- 
ably be  finished  in  the  present  year.  The  President 
of  the  Company  is  Col.  James  L.  D.  Morrison,  of 
Belleville,  St.  Clair  Co.,  111. 

The  Belleville  and  Murphysboro  road  will  extend 
the  above  road  to  a  pointofintersection  with  the  Il- 
linois Central  road  near  Cairo.  The  entire  line  of 
road  from  Alton  will  then  not  only  give  to  St. 
Louis  a  direct  southern  laud  route,  but  will  also 
connect  the  important  systems  of  road  centering 
respectively  upon  Alton  and  Cairo. 

WARSAW    AND    ROCKrORD    RAILROAD. 

This  road  follows  the  valley  of  the  Mississippi 
river  from  Warsaw,  north  to  Port  Byron  on 
the  Rockford  and  Rock  Island  road,  before  notic- 
ed. This  road  is  sometimes  called  the  Warsaw 
and  Port  Byron  road.  The  Mississippi,  for  many 
miles  above  Warsaw  is  obstructed  by  rapids,  and 
to  pass  around  these  was  the  principal  object  for 
which  this  road  w.as  projected.  In  18  miles  only, 
between  Warsaw  and  Nauvoo  upper  landing,  the 
descent  of  the  river  is  23  feet.  From  Warsaw  to 
Oquawka  the  surveyed  line  is  CO  miles,  and  from 
Warsaw  to  Port  Byrou  about  130  miles.  The  first 
estimated  cost  of  the  whole  line  was  S2,666,000.— 


from  Terre  Haute  to  Illinoistown,   opposite  St.   ,.  ., 

Louis,   is  stated    at  162  miles   less    than  0n«  1  This  work  has  been  le  t  to  contract  to  Messrs.  Col' 
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ver,  Kent  &  Co.,  at  S25,000  per  mile.  The  terms 
of  payment  arc  said  to  be  one  half  Company 
bonds,  one  quarter  stock,  and  one  quarter  cash. — 
By  the  tei-ms  of  contract  the  road  is  to  be  flnished 
around  the  "  upper"  and  "  lower"  rapids  by  Sept. 
15,  1854;  the  remainder  between  Nauvoo  and 
Rock  Island  in  thirty  three  mouths  from  the  date 
of  contract,  or,  say,  by  Jan.  1,1857. 

Engineer,  W.  R.  Kiugslcy,  Esq. 

ComuUing Engineer,  T.  S.  O'Sul'.ivan,  St.  Louis. 

CHICAGO  AND    MILWAUKEE  RAILROAD. 

This  road  extends  45  miles  nearly  north,  from 
Chicago  tv-"  the  Wisconsin  Slate  Line,  where  it  is 
extended  by  the  "Green  Bay,  Milwaukee  and 
Chicago  Railroa^l, '  directly  to  Milwaukee  and  ul- 
timately to  Green  Bay.  Distance  from  Chicago 
to  Milwaukee  85  miles.  This  distance  is  expect- 
ed to  be  run  over  the  "  Lake  Shore"  road,  as  the 
above  is  called,  by  Dec.  1.  Messrs.  Stone  and 
Witt,  of  Cleveland,  Ohio,  are  the  contractors  for 
the  Illinois  portion,  and  Messrs.  Bishop  &.  Co.,  of 
Bridgeport,  Conn.,  for  the  Wisconsin  portion. 

GENERAL    RESULT. 

We  have  thus  given  an  imperfect  noiice  of  the 
roads  wholly  or  principally  lying  in  the  Slate  of 
Illinois.  Wo  have  not  alluded  to  the  grcal  eastern 
and  south  eastern  connections  of  Chicago  with  the 
principal  cities  of  the  east  and  of  the  Oliio  valley. 
She  has  already  the  Central  and  Southern  Michi- 
gan roads  ;  the  one  running  278  miles  to  Detroit, 
the  other  243  miles  to  Toledo  ;  and  bath  conuectr 
ing  with  the  entire  railroad  system  of  the  Eastern 
and  Middle  States.  The  Fort  Wayne  and  Chicago 
will  by  another  year  complete  a  direct  route  to 
Pittsburg  and  Philadelphia  ;  and  a  link  from  Lima 
Ohio,  to  Newark,  on  the  Central  Ohio  road,  will 
•  complete  a  direct  line  to  Baltimore. 

The  Cincinnati  and  Chicago  road,  280  miles  in 
length,  is  pushing  forward,  and  will  soon  make  the 
ehortest  route  to  the  Ohio  Valley  and  the  South 
East.  :-   '■.  ■  ^  '     ■  ■■■  -^  '     ■■■^■■• 

The  Joliet  and  La  Porte  connection  will  also  be 
opened  at  an  early  day,  for  the  accommo<!ation  of 
trade  and  travel  going  from  Central  Illinois  direct- 
ly east.  ' ,  ■        •  "* 

So,  too,  the  lines  reaching  into  Wisconsin,  but 
one  of  which  we  have  noticed,  form  a  most  impor- 
tant part  of  the  railroad  connections  of  the  Chicago 
system. 

Illinois  has  now  about  1,200  miles  of  road  in 
operation,  and  in  two  yeai-s  from  now  will  have 
2,200  additional  miles  ,  making  3,400  in  all.  Of 
the  roads  wliich  we  have  named,  at  least  1,850 
miles  are  now  in  process  ofconstruction  within  the 
State  ;  not '  over  350  miles  being  un-commenced 
lines. 

By  the  first  of  January,  1857,  the  railroad  in- 
vestments established  in  Illinois,  will  be  fully 
$100,000,000,  whilt!  the  ultimate  cost  of  the  works 
we  have  noticed,  when  fully  equip{)..l  aul  perfec- 
ted will  be  consiilcrably  moif. 

cheap   llaiirttuit  Conatruction. 

The  Grtenville  and  Columbia  R.iiliyad  of  South 
Carolina  has  a  length,  including  its  hranches,  of 
164  miles.  Tho  road  wjis  opened  to  Greenville  on 
Dec.  9Lh  I860.  The  entire  cost  of  CDnstruction 
hai  been  le.ss  thau  ^2,000,000,  or  not  $12,200  per 
mile.  When  contemplated  out'ays  necessary  to 
perfect  the  road,  shall  all  have  been  made,  the 
stock  per  mile  will  be  but  fS.OOO  and  the  bonded 
del)t  but  :S  1,500.  Tlio  economical  construction  o 
Southern  roads  can  bcarcely  be  realized  by  those 
accustomed  to  Northern  Hues  involving  from  ^40,- 
000  to  S80,0X)  per  mile. 


The  Victoria  Brldga  at  Honireal. 

The  works  of  this  stupenduous  undertaking  be- 
ing now  in  active  progress,  a  short  account  of  what 
baa  been  not  inappropriatelv  designated  the  great- 
est work  of  modern  times,  cannot  fail  to  be  inter- 
esting to  our  readers. 

As  is  already  well  known,  the  commercial  rea- 
son given  for  the  construction  of  the  Victoria 
Bridge,  is  tho  necessity  for  bringing  in  the  exhaust- 
less  products  of  Canada  West,  and  of  the  Western 
States  of  the  Union — such  as  Michigan,  Illinois, 
Iowa,  Wisconsin,  Minnesota,  &c., — without  break 
of  gauge  or  of  bulk,  from  the  extreme  Western 
point  of  British  North  American  to  the  Atlantic 
seabord.  The  promoters  of  the  undertaking  al- 
lege that,  by  means  of  the  bridge,  they  will  be 
able  to  meet  the  re<iuirement8  of  this  traffic  more 
cheaply  and  expeditiously  than  by  any  other  ex- 
isting route,  whether  of  rail  or  of  water ;  and  they 
must  be  doubtless  strong  in  the  faith,  as  its  cost  is 
to  be  about  seven  million  of  dollars,  or  about  one 
seventh  of  the  total  expenses  of  building  the  1,112 
miles  comprising  the  Grand  Trunk  Railway  of 
Canada. 

Tho  bridge  is  to  be  tubular,  on  the  plan  of  the 
celebrated  Britaiuia  Bridge  over  the  Menai  Straits, 
in  North  Wales.  It  will  consist  of  25  spans  or 
spaces  for  navigation  between  the  twenty-four  piers 
(exclusive  of  the  two  abutments)  for  the  support 
of  tho  tubes.  The  centre  span  will  be  330  feet 
wide,  and  each  of  the  other  spans  will  be  242  feet 
wide.  The  width  of  each  of  the  piers  next  to  the 
abutments  will  be  fifteen  feet,  and  the  width  of 
those  approaching  the  two  centre  piers  will  be 
gradually  increased,  so  that  these  two  piers  will 
each  be  18  feet  wide,  or  three  feet  more  than  those 
next  the  abutments.  Each  abutment  is  to  be  242 
feet  long  and  90  feet  wide,  and  from  the  north 
shore  of  the  St.  Lawrence  to  the  north  abutment 
there  will  be  a  solid  stone  embankment,  (faced  in 
rough  masonry  towards  the  current,)  1,200  feet  in 
length.  The  stone  embankment  leading  from  the 
south  shore  of  the  river  to  the  south  abutment, 
will  be  600  feet  long.  The  length  of  the  bridge, 
from  abutment  to  abutment,  will  be  8,000  feet,  and 
its  total  length  from  river  bank  to  river  bank  will 
be  10,248  feet,  or  176  feet  less  than  two  Eaglish 
miles. 

The  clear  distance  between  the  ordinary  sum- 
mer level  of  the  St.  Lawrence  and  the  under  sur 
face  of  the  centre  tube  is  to  be  60  feet,  and  the 
height  diminishes  towards  either  side,  with  a  grade 
at  the  rate  of  1  in  132  or  40  feet  in  the  mile,  so 
that  at  the  outer  or  river  edge  of  each  abutment 
the  height  is  36  feel  above  the  summer  level.  The 
summer  depth  of  the  water  in  the  St.  Lawrence 
varie.-'  from  14  feet  about  the  centre  to  4  feet  to- 
wards the  banks,  and  the  current  runs,  at  the  site 
of  the  bridge,  at  a  rate  varying  from  seven  to  ten 
miles  an  hour. 

Each  of  the  tubes  will  be  19  feet  in  height  at  the 
euu,  whence  they  willgradually  increase  to  22  feet 
6  inches  in  the  centre.  The  width  of  each  tube 
will  be  15  feet,  or  9  feet  6  inches  wider  than  the 
rail  track.  The  total  weight  of  iron  in  the  tubes 
will  be  10,400  tons,  and  they  will  be  bound  and 
rivited  together  precisely  in  the  same  manner  and 
with  similar  machinery,  to  that  employed  in  the 
Britaiuia  Bridge.  The  principal  part  of  the  stone 
used  iu  the  construction  of  the  piers  and  abutments 
is  a  dense,  blue  lime  stone  found  at  Pointe  Claire 
on  the  Ottowa  river  about  18  miles  above  Mon- 
treal, about  8  above  the  contiueuce  of  that  river 
with  the  St.  Lawrence.  A  large  village  has  sud 
denly  sprung  up  at  the  place,  for  during  the  last 
twelve  months,  upwards  of  600  quarry  men,  stone 
masons,  and  laborers,  have  been  employed  there. 
Every  contrivance  that  could  be  adopted  to  save 
manual  labor,  has  also  been  applied,  and  its  ex- 
tent will  be  judged  from  the  fact  that  tho  machin- 
ery and  at  the  Quarry  and  at  the  adjacent  jetty 
has  (including  tho  cost  of  the  jetty)  involved  an 
outlay  of  S16'J,000.  Three  powerful  steam  Tugs 
and  36  barges  capable  of  carrying  200  tons  of 
stone,  have  been  specially  built  for  the  work,  at  a 
cost  of  about  S120,000.  These  are  used  for  the 
conveyance  of  the  stone  to  the  piers,  and  by  the  I 


end  of  September  next,  a  Railway  on  the  perman- 
ent line  of  the  Grand  Trunk  track,  will  be  laid 
down  from  the  quarry  (close  to  which  the  i)erman- 
ent  line  will  pass,)  to  the  north  shore  of  the  St. 
Lawrence,  so  as  to  convey  along  it,  the  stone  re- 
quired for  the  North  embankment  and  for  the  nor- 
thern abutment. 

The  piers  close  to  the  abutments  will  each  con- 
tain about  6,000  tons  of  masonry.  Scarcely  a 
block  used  in  the  construction  of  the  piers  will  be 
less  than  7  tons  weight,  and  many  of  them,  especi- 
ally those  exposed  to  the  force  of  the  current,  and 
to  the  breaking  up  of  ice  in  spring,  will  weigh  ful- 
ly 10  tons  each.  As  the  construction  of  "  Pier 
No.  1"  is  already  several  feet  above  the  bed  of  the 
river,  the  process  of  binding  the  blocks  together 
can  now  be  seen  and  appreciated.  In  addition  tu 
tho  abundant  use  of  the  best  water  cement,  each 
stone  is  clamped  to  its  neighbors  in  several  places 
by  iron  rivets,  and  the  interstices  between  the  riv- 
ets and  the  blocks  are  tilled  up  with  molten  lead. 
If  the  mighty  St.  Lawrence  conquers  these  com 
bined  appliances,  then  indesd  is  there  an  end  to 
all  mechanical  resistances. 

In  consequences  of  the  increased  height  and 
width  of  the  piers  converging  towards  the  centre, 
the  weight  of  stone  in  those  that  will  bear  the  cen- 
tre tube  will  be  about  8,000  tons  each.  The  total 
amount  of  masonry  in  the  piers  will  be  27,500,000 
cubic  feet,  which  at  13  1-2  feet  to  the  ton,  gives  a 
total  weight  of  about  205,000  tons. 

Mr.  Robert  Stephenson  and  Mr.  A.  M.  Ross 
are  the  engineers  of  the  bridge,  on  behalf  of  the 
Grand  Trunk  Railway.  The  former  gentlemau 
visited  Canada  last  year,  and  purposes  returning 
again  when  the  works  have  made  further  progress. 
Th^  latter  is  permanently  located  in  the  Province, 
not  only  for  the  superintendence  of  the  bridge,  but 
also  as  Engineer  in  Chief  of  tho  Railway  Compa- 
ny. 

The  conctractors  are  Messrs.  Peto,  Brassey, 
Bctts  &  Jackson,  and  their  representative  in  Cana- 
da for  the  Victoria  bridge,  and  for  the  Railway 
from  Montreal  to  Kingston,  a  distance  of  180  miles 
is  Mr.  James  Hodges,  a  gentleman  well  known  in 
connection  with  some  of  the  most  important  en- 
gineering works  in  England. 

The  coffer  dams  (entirely  on  a  new  (principle, 
invented  by  Mr.  Hodges)  for  the  northern  abut- 
ment and  the  three  first  adjacent  piers,  have  been 
sometime  successfully  placed.  The  masonry  in 
"Pier  No.  1,"  as  has  already  been  stated,  is  sev- 
ral  feet  above  the  bed  of  the  St.  Lawrence.  U  is 
commenced  in  the  next  pier,  and  is  ready  for  a 
beginning  in  the  abutment.  The  whole  of  these 
will  be  raised  ten  feet  above  the  water  level  of  thf 
St.  Lawrence  (which  is  17  feet  above  the  summer 
level,)  before  the  ice  sets  in  in  December — when 
all  masonry  work  will  have  to  be  suspended  until 
the  spring  of  1 855. 

Unless  unforeseen  circumstances  should  occur 
it  is  intended  that  the  first  train  shall  go  through 
the  Victoria  Bridge  in  the  summer  of  1858. — 
Slate  of  Maine. 


Ohio  and  Penusylvauta    Railroad. 

We  publish  entire  the  following  statement  ad- 
dressed by  the  President  of  the  above  company  to 
Winslow,  Lanier  &  Co. 

(  OFPICK    OHIO    AND    PENNSYLVANIA     RAILROAD     CO. 

\  Ft«3*ur«',  September  7,  1854. 

Gents. — In  reply  to  your  inquiries,  I  beg  leave 
to  submit  the  subjoined  statement : 

The  Ohio  and  Pennsylvania  Railroad,  187  miles 
in  length,  was  completed  and  the  Express  Trains 
commenced  rnnning  on  tholGlh  May,  1863.  Tho 
road  is  of  the  most  substantial  character,  with 
rails  of  the  T  pattern,  tiOlbs.  to  the  yard,  one  half 
of  which  is  of  American  manufacture ;  is  all  bal- 
lasted with  the  exception  of  eight  or  ten  miles, 
and  I  may  say  the  whole  road  is  in  prime  running 
order. 

From  Pittsburg  to  Bewickley,  twelve  miles,  the 
road  has  a  double  track,  and  at  intervals  of  four 
or  five  miles  over  the  entire  line  long  "  sidings.'" 
The  track  is  of  the  Ohio  gauge,  4  feet  10  inches, 
connecting  with  the  great  system  of  roads  in  the 


I 


AMERICAN    RAILROAD    JOURNAL.. 


599 


State  of  Ohio,  over  which  the  trains  of  all  can  pass!     Solomon  W.  Roberts,  Esq.,  our  Superintendent 
without  transhipment — as  an  illustration  of  which  and  Chief  Engineer,  eulimaied  the  receipts  of  1854 


we  have  found  at  our  terminus  at  Pittsburg  at 
one  time  the  cars  of  eleven  diflereut  Ohio  Rail- 
roads delivering  or  receiving  merchandize  and 
produce  to  and  from  the  West,  and  at  all  times 
more  or  less  are  arriving  and  departing  daif^-. 

The  company  own  41  locomotives  and  637  cars 
of  various  kinds,  of  the  estimated  value  of  S760,- 
000. 

The  road  is  a  great  trunk  line,  traversing  a  rich, 
populous,  and  highly  cultivated  region  ;  the  di- 
rect extension  of  the  Central  Pennsylvania  Bail- 
road,  aud  connecting  most  favorably  with  the 
roads  to  Cincinnati,  Louisville  and  Lexington,  Ky., 
with  the  Indianapolis  andTerre  Haute  lines  to  St. 
Louis,  and  with  the  Ohio  and  Indiana  Railroad  to 
Fort  Wayne,  which  will  be  completed  to  the  Litter 
place  in  the  course  of  a  month,  and  in  rapid  pro- 
gress thence  to  Chicago ;  and  when  this  is  done,  it 
cannot  fail  to  become  the  leading  thoroughfare 
between  those  growing  cities  of  the  West  and  New 
York  and  Philadelphia — furnishing  us  with  a  route 
uearly  100  miles  in  actual  distance  shorter  than 
by  the  way  of  the  lakes.  The  Ohio  and  Pennsyl- 
vania connects  also  with  the  roads  to  Chicago,  To- 
ledo, Detroit,  Cleveland  and  Sandusky,  with  fa- 
vorable running  arrangements  with  each  of  them  ; 
and  it  is  confidently  believed,  when  the  direct  line 
by  the  way  of  Fort  Wayne  to  Chicago  is  complet- 
ed, that  it  will  add  from  33  to  50  per  cent, 
to  the  income  of  our  road. 

The  follow!  Qg  summary  exhibits  the  cost  of  the 
Ohio  and  Pennsylvania  Railroad  to  this  date  .- 

Capital  stock  paid S2,224,100 

Mortgage  Bonds 1,760,000 

Income 1,676,000 

Floating  debt  afler  deducting  avail- 
able mean* 181,040 


00 
00 
00 

76 


The  company   own  th« 
following  assets, 

which  will  prove  avail-        :^  :      '    . 
able  in  a  short  time  :      . '     '. . . 

Mortgage  bonds,   Ohio, 
aad  Indiana  Rail  road, S300,000  GO 

Stock ditto 100,000  00 

Stock,  Springfield  Rail- 
road        62,500  00 


$5,830,140  76 


at  S900,000  ;  they  will  reach,  if  not  exceed,  $1,- 
000,000,  or  upwards  of  $5,000  per  mile  per  annum 
on  the  entire  length  of  the  road,  giving  0  per  cent. 
onacostofS6,000,000. 

Since  the  through  opening  of  the  Road,  some 
sixteen  months,  there  has  been  decliared  and  paid 
three  semi-annual  dividends ;  the  first  in  July, 
1863,  of  3i  per  cent.,  and  in  January  and  in  July, 
1854,  4  per  cent.  each. 

The  period  has  now  arrived  in  the  affairs  of  this 
company,  when  it  will  doubtless  be  looked  for,  on 
the  part  of  those  interested  in  its  stock  aud  securi- 
ties, that  some  efficient  measures  should  be  adopt- 
ed for  a  gradual  reduction  of  its  indebtec^ness,  and 
final  liquidation  of  its  Income  Bonds.  To  this  end 
the  follpwing  plan  has  been  suggested  as  practica- 
ble, in  view  of  late  results  in  the  receipts  of  the 
road,  which  the  Board  of  Directors  will  promptly 
carry  out,  it  having  met  the  approval  oi"  your  re- 
flection and  judgement,  to  wit: 

The  creation  of  a  "Sinking  Futid"  for  the  liqui- 
dation of  the  Income  Bonds,  by  setting  aside  the 
sum  of  twenty-flve  thousand  dollars  per  annum 
out  of  the  net  earnings  of  the  company,  payable  in 
sums  of  $6,ii60  quarterly,  commencing  iu  January 
next.  These  payments  will  be  regularly  made  to 
you,  m  our  agents,  to  invest  the  same  in  the  In 
come  Bonds  of  the  Ohio  and  Pennsylvania  Rail- 
road company — said  bonds  as  purchased  to  be 
cancelled. 

It  is  believed  that  this  sum  of  $26,000  per  an- 
num thus  applied,  together  with  the  probable  sur- 
render of  bonds  for  conversion  into  the  stock  of 
the  company,  will  entirely  liquidate  the  issue  of 
Income  Bonds.  But  if  it  is  found  at  the  end  of  two 
years  from  the  first  day  of  January,  185u,  that  the 
bonds  are  not  thus  being  surrendered  in  sufficient 
amount,  with  the  before-mentioned  payments  of 
$25,000  per  annum,  to  produce  this  result,  then  the 
Board  of  Directors  will  make  provision  for  a  suffi- 
cient Increase  of  that  amount  to  meet  tbe  case,  so 
that  the  Income  Bonds  will  be  provided  for  by  or 
before  their  maturity.  •"*•!<;* .-'  v 

Respectfully  Yours.  &c.. 
.:.,<vV         w.  ROBINSON,  Jr., /'/•tMrffwf. 

if essrs.  Winslow,  Lanier  &  Co,  .  .    ... 


Lemael  J.  Bowden,  proxies.     Wm.  B.  Taliaferro, 
H.  B.  Tomlin  and  Reger  A.  Pryor,  directors. 

Roanoke  Valley  Railroad  Company. — Tucker 
Carrington,  proxy.  Henry  Wood,  Jas.  E.  Has- 
kins  and  Robert  C.  Nelson,  directors. 

South  Side  Railroad  Companj*. — Thos.  Wallace, 
E.  O.  Booth  and  Henry  F.  Bocock,  proxies. — 
James  Alfred  Jones,  John  S.  Sturdivant,  John  8. 
Thornton,  directors. 

Virginia  Central  Railroad  Company. — John  Har- 
man,  Wm.  F.  Gordon  and  John  Ech<^ls,  proxies.— 
Wm.  Overton,  8.  Carpenter  and  Samuel  B.  Brown, 
directors. 

Virginia  and  Tennessee  Railroad  Company. — 
Cbas.  L.  Crockett.  John  M.  Preston  and  Benjamin 
Wilkes,  proxies.  Thomas  L.  Preston,  W.  T  An- 
di'rson  and  Wm.  A,  Read,  directors. 

Winchester  and  Potomac  Railroad  Company. — 
Dr.  Robert  T.  Baldwin,  John  R.  Tncker  and 
George  B.  Beall,  proxies.  Jas.  P.  Riely,  Jas.  M. 
Mason,  and  Andrew  8.  Hunter,  directors. 

Di.smal  Swamp  Canal  Company. — C.  W.  New- 
ton,  Tazewell  Taylor  aud  Simeon  Wheek-r, proxies. 


Reducln  the  actual  cost 

to 

The  Income  debt 


$462,500  00 


$5,368,640  76 
was  about  $95,000  greater, 
but  that  amount  of  bonds  have  recently  been  sur- 
rendered and  converted  into  the  stock  of  the  com- 
pany; aud  it  is  suppoocJ  the  progress  of  conver- 
sion will  be  anticipated,  aud  a  much  larger  amount 
retired  aud  converted  into  stock,  during  the  ensu- 
ing year. 

It  is  the  determination  of  the  Directors  to  make 
no  further  issue  of  Income  Bonds,  until  it  shall  be 
come  necessary  to  extend  a  double  track  over  a 
part  or  the  whole  road,  and  which  is  not  anticipat- 
ed for  some  two  or  three  years. 

It  is  our  purpose  also  to  enter  into  no  7uw  obli- 
gations, either  for  construction  or  any  other  ac- 
count, further  than  may  be  absolutely  necessary 
to  keep  the  line  in  good  order,  and  provide  for 
the  rapidly  increasing  business  of  the  road. 

The  receipts  of  the  road  have  largely  exceeded 
the  calculations  of  its  friends,  as  you  will  perceive 
from  the  following  results : 
For  1852  the  receipts  were $315,118  53 

"    1853  "  668.004  49 


$362,885  96 


Increaso 

From  the  1st  January  to  1  Septem- 
ber oftho  preseutyear,  (8  months,) 
the  receipts  were $631,473 

Corresponding  mouths  last  year 364,848 


3a 

86 


I 


Increase  73  per  cent $266,624  47 

Eor  August,  1854,... $110,238  38 

"         "         1863 66,928  28 

.Xaore^w  $5  per  cent. .,....,.,..  $43,310  10 


Pabllu  Works    of  Vlrglal*. 

AppoiiUvunls  of  State  Proxies  and  Directors. 

The  followuig  appointments  of  State  proxies 
and  directors,  were  made  by  the  Board  of  Public 
Works  at  their  recent  meeting,  that  being  th<*  time 
for  making  the  annual  appointments  : 

Alexaudi'ia,  Loudoun  aud  Hampshire  Railroad 
Company. — John  Bruce,  John  W.  Luke  and  George 
H.  Smoot,  proxies.  John  Powell,  Jno.  F.  Dyer 
and  Jno.  Janney,  directors. 

Fredericksburg  and  Gordons vi He  Railroad  Com- 
pany.— John  Seddon,  Dr.  J.  R.  Taylor  and  S.  G. 
Daniel,  proxies.  0.  M.  Crutchfield,  John  Lee  and 
A.  K.  Philips,  directors. 

Mauassa  Gap  Railroad  Company. — Hiram  Manz, 
Philip  Pitman,  George  W.  Brent,  proxies.  Charles 
H.  Hunton,  Wm.  H.  Irwin  and  Andrew  Pitman, 
directors. 

Norfolk  and  Petersburg  Railroad  Company.  | 
Chas.  H,  Shield,  Thomas  H.  Daniel  and  Jas.  H. 
Johnson,  proxies.    A.  F.  Leonard,  Josiah   Wills 
and  Walter  H.  Taylor,  directors. 

Orange  and  Alexandria  Railroad  Company.— 
Nathaniel  J.  Welch,  B.  H.  Berry  av.d  Henry 
Shackelford ,  proxies.  Inman  Horner,  Biles  Burke 
and  John  Willis,  directors. 

Richmond,  Fredericksburg  and  Potomac  Rail- 
road Company.— Wm.  W.  Crump,  proxy.  Jno.  S. 
Caskie.  director. 

Richmond  and  Petersburg  Railroad  Company. 
~Wm.  F.  Watson,  proxy.  Francis  E.  Rives, 
Chas.  Ellis  and  Roscoe  B.  Heath,  directors. 

Richmond  and  Danville  Railroad  Company. — 
B.  F.  Garrott,  Wm.  M.  Tredway  and  T.  W.  Mc- 
Canee,  proxies.  J.  B.  Stovall,  B.  M.  Jones  and 
Lewis  E.  Harvie,  directors. 

Richmond  and  1  ork  River  Raih'oad  Company. 
,— Beverly  B.  Douglass,  Samuel  F.  Harwood  and 


Sleniphia,  Clarlcsvlll*,  And  I<onts'rllle  Rail- 
road. 

The  above  road  is  the  Kentucky  extension  of 
the  Memphis  and  Ohio  railroad ;  extending  the 
latter  from  the  Tennessee  river,  across  the  Cum- 
berland river,  and  through  Clarksville,  to  the  Ken- 
tucky State  line,  in  the  direction  of  Bowling  Grooft. 
Its  length,  by  the  line  of  survey  lately  adopted  is 
56  miles.  This  lino  is  therefore  a  link  in  the  lines 
between  Memphis  and  Louisvillo  and  between 
Memphis  and  Cincinnati,  and  the  up{>er  valley  of 
the  Ohio.  Being  extended  by  a  Kentucky  road 
it  connects  with  the  Louisville  and  Nashville  road  at 
Bowling  Green,  and  from  the  latter  road  will  ex« 
tend  to  D.tnville,  Lexington  and  Cincinnati 

The  plan  of  this  road  was  first  proposed  la 
Clarksville,  and  a  Company  was  organized  at  that 
place  to  undertake  its  construction.  It  was  ex- 
pected that  Memphis  people  would  unite  to  com- 
plete a  couDcctiou  between  Memphis  and  Louis- 
ville. No  action  has  however  been  made  in 
Memphis  for  securing  this  purpose  in  the  man- 
ner stated.  It  is  probable  that  the  direct  line 
will  be  constructed  from  Paris  across  the  State 
lino  and  through  Hopkins vilie,  to  Louisville,  in 
which  case  Memphis  will  be  place  J  on  the  mogt 
direct  route  to  Louisville,  Cincinnati  aud  the  east 

The  resources  of  the  Clarksville  road  as  now 
stated  arc — 

Individual  stock... ^ $260,000 

Montgomery  c  ^unty  Ixipds 260,000 

City  bonds  of  Clarksville 100,000 

SUtc  aid  of  $10,000  per  mile 650,000 

State  aid  $100,000  i>ei-  Bridge ,.    200,000 


$1,360,000 
The  estimated  cost  of  the  work  is  $1,650,000, 
exclusive  of  $85,000  for  the  construction  of  Cum- 
berland river  bridge,  making  the  total  cost  $1,735- 
000. 

At  the  present  time  uothiug  has  beeu  do  ic  upon 
the  work  l>eyond  the  prosecution   of  diligent  sur- 
veys, ^esultiiig  in  the  route  now  adopted.    The  re- 
port <if  the  Engineer,  E.  Peabody,  Esq.,  shows  tb» 
line  to  have  maximum  grades  of  53  feet  per  mile, 
whicli  cannot  Ijc  considered    iucom^jatible  witk 
and  economy  of  operation, 
crossing  of  the  Tennessee  river,  not  iuclud- 
the  engineer  says  in  the  cost  of  this  road,  is 
estiniated  to  cost  $165,000.     It  will  be  seen  how- 
ever ithat  the  company  report  $200,000   as  the 
amoiint  to  which  they  will  be  entitled  from  the 
Stat^,  for  bridging  the  Cumberland  and  Tennessee 
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rivers.  If  the  company  undertake  these  works 
the  cost  of  their  road,  will  be  carried,  by  their 
own  estimates,  to  81,900,000. 


Ameriean   Railroad  Journal. 


Satnrdajr,  September  '43,  1854. 


Share  and  Money  Market* 

Stock  market  has  shown  considerable  fluctua- 
tion during  the  past  week  but  without  any  general 
improvement.  There  has,  however,  been  a  con- 
siderable advance  in  Bands,  which  remains  un- 
checked. The  following  table  will  show  the  vari- 
ations of  the  market  for  four  weeks  past. 


tf.    S.  |6    per 


«9 


00 


a> 

OQ 


>o 


04 

03 


o 


QQ 


117 

88 
44 
92 
90 
93 
46 

43 
70 
26 

100  »ij' 
731'^ 
87^2 
93 
77 
72 
90 
98 

112>2 

32 
101 


117 
89 

92 
90 
93 
47 


443^ 
74>^ 

166 

741^ 


86 

73 
90 
98 
112 
31)^ 


cent. 

1867-8  ;. 1163^ 

Panama  R.  B.  shares  86 
NY.  &  Erie  R.R.shs.  32?4 
N.Y.  Centr.  R.R.  shs.  86 
Mich  Cent. R.R.shs.  82 '.^ 
Do.  South.  R.R.  shs.  90 
Nor.  &  Wor.  do.  do  .  43 
Hudson  River  R.  R. 

shares 34 

Reading  R.  R.  shs..   67'4 
Longlslaud  R.R.shs.  22)2 
IllinoisCen.  R.Rshs.  98 
Illinois  Cent.  boLds.  64 
N.Y.Cen.R.R.  bonds.  So^^ 
Erie  R.R.  7's,1859.    93 
Erie  Income  bonds.  70 
ErieConvert's.l871     68 
Panama  R.R.  bonds.  87 

Penn'a  Coal  Co 93 

Del.  &,Huds.Can.do.llO 
Camberl'dCoalCo.,   27,14 
Hudson  River  R.  R., 

1st  Mortgage 90        102        101        102 

N.York  &  Harlem..   30  315^       33?4'      34i^ 

Although  an  advance  has  not  yet  taken  place 
at  all  correspouding  to  the  recent  decline,  yet  con- 
fidence is  being  restored.  Our  people  find  they 
were  more  frightened  than  hurt,  while  (turcbases 
from  abroad  are  being  made  in  considerable 
amounts,  attracted  by  the  low  prices.  Our  home 
markets  are  thus  bving  steadily  relieved  of  a  part 
of  their  load,  the  ellect  of  which  will  soon  api)ear 
iu  a  general  upward  movement. 

The  returns  of  railroad  companies  contiiuie  to 
«how  a  satisfactory  result. 

We  give  adlitional  earnings  of  railrcids  fur  Au- 
gust as  fai-  as  they  have  come  to  hand. 

Michigan  Central  R.  R. 

For  passengers S87,981 

For  freight 02,328 


116^i 
88 
38,\ 
89 
86 
89 '.^ 
44 

46 

69 

30)2 
100 
70^8 
86 
92 
7" 

I  M 

63 
87 
96 
111 
31,1^4 

102 
315i 


8160,309 

Receipts  for  August  1853 S144,712. 

CUreland  and  Pittsburgh.  R.  R. 

August,  1864 837,241  26 

August,  1863 38,543  00 


Increase S692  66 

Baltimore  and  Ohio  R.  R. 

Main  Stem.     Wash.  Br.  Totals. 

$24,049  10  572,266  12 

7,910  73  254,880  49 


For  pass'gers.  S48,206  02 
For  freight... 246 ,929  70 


■■  Total. . .  S295,135  78    S31,9£  9  83  S317,136  61 
As  compared  with  August,  18«  3,  these  receipts 

show  an  increase  of  S78,124  39  o  1  the  Main  Stem, 

and  S2,803  06  on  the  Washington 

a  total  of  S80,927  46,    ,  .     ..,. 


Branch — making 


Railway  Share  lilst. 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuation  of  SlOO, 


NAME  OF  COMPANY. 


N.H, 


Vt. 


I. 


Atlantic  and  St.  Lawrence. . .  Maine, 

Androscoggin  and  Kennebec. .  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth . .  " 

York  and  Cumberland, 

Boston,  Concord  and  Montreal 

Concord 

Cheshire 

Northern 

Manchester  and  Lawrence 

Nashua  and  Lowell 

Portsmouth  and  Concord 

Sullivan 

Coimectlcut  and  Passumpsic. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass, 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Pall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts . .  " 

Worcester  and  Nashua " 

Western 

Stonington R 

Providence  and  Worcester.. .  " 

Canal Conn 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fi.ihkill . .  " 
New  London,  Wil.  and  Palmer      " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y 

Buffalo,  Corning  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie). . .  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal....  " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essei " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philad.,  Wilmington  and  Bait.  " 


150 
56 
72 
51 
20 
93 
35 
54 
82 
24 
15 
47 
26 
61 
120 
117 
47 
51 
24 
28 
83 
66 
69 
29 
62 
58 
42 
67 
20 
74 
45 
11 
77 
46 
166 
60 
40 
45 
72 
110 
50 
66 
61 
62 
56 
64 
91 
132 
69 
50 
47 
36 
464 
144 
130 
96 
504 
118 
36 
23 
26 
60 
41 
82 
39 
96 
65 
46 
81 
63 
56 
20 
86 
96 
198 


a 

c« 


1,538,100 


.a 
O 


2,973,700 


824,863|  1,043,540 
1,078,673!  1,439,694 


1-a 

g    « 


1,355,600' 

285,747 

1,649,278 

1,485,000 

2,078,626 

8,016,634 

717,548 

600,000 


1,097,600 
2,486,000 
8,600,000 
1,600,000 
892,000 


1,830,000 
4,076,974 
3,160,000 
4,600,000 

421,960 
1,691,110 
2,860,000 
1,050,000 
8,640,000 

600,000 
1,159,228 
1,964,070 

250,000 
2,233,939 
1,140,000 
6,150,000 


1,457,600 

922,600 

2,360,000 


658,861 
8,000,000 

926,000 

750,500 
2,121,110 

900,000 


879,636 


425,609 

687,000 

10,000,000 

3,740,615 

4,726,260 

1,876,148 

28,086,600 

1,679,%9 

360,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

1,679,935 

1,184,500 

600,000 

830,100 

6,656,882 


123,884 

341,100 

622,200 

none. 

720,900 


none. 


650,000 
2,429,100 
8,500,000 


700,000 


206,190 
150,000 
402,326 
690,641 
180,000 
286,363 

1,192,976 
6,208 
191,600 
none. 
963,370 
296,038 
none. 

1,139,616 
194,445 

5,319,620 
467,700 
300,000 
500,000 
800,000 


800,000 


872,000 


682,400 
400,000 

24,003,865 

7,046,396 

977,463 

516,246 

10,773,823 
2,969.760 
206  000 
13l,iX'0 
26,000 
400,000 
940,000 
100,000 
700,000 
660,000 


5,973,700 
2,036,140 
2,620,981 
1,469,384 
713.606 
2,640,217 
1,486,000 
3,002,094 


661,214 
1,400,000 

673,500 

1,746,616 

5,677,467 

12,000,000 

1,500,000 


Leased  to 
Recently 


2,044,536 
4,111,345 
3,679,041 
4,850,754 

633,906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

629,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1.342,693 
9;963,258 


1,791,999 
1,400,000 
3,160,000 
2,600,000 
In  progres 
1,511,111 


1,641,000  4,978,487 

440,000 

660,000 

701,600 
1,560,000 


1,380,610 
2,596,488 
2,660,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 


«1 


la 


V 


254,743 
177,003 
168,114 
208,669 
23,946 
150,538 
305,806 
287,768 
328,782 


132,646 


496,397 


eio.2 

»5 


o 
•c 
u 

a 

% 


113,520  none 

80,053  none 

100,652'none 

1  6 

11,266  none 

79,669' none 
141,836|  8 

65,266  5 
163,075  5 
6 

51,513  8 
...  ....  'none 


CQ 

o 

•c 


/  1-7 


none 

'oone 

266,689none' 


434,599 
803,021 
609,326 
887,219 

68,942 
258,220 
620,810 
294,183 
626,669 
188,442 

90,316 
374,897 
169,738 
244,323 
182,398 
1,526,224 
240,672 
291,417 


the  Vt.  C'ent. 
opened,  iuone 

'none 

114,09^  6 
418,358 
226,639 
413,289 

26,412 
102,098 
310,876 
126,689 
214,633 

46,839| 

35,214  none 
122,866inone 

21,4901  8 

13,144 

81,807 
716,736 
110,892 
120,892 


86 

32 

42 

94i 

24 

17 

106  i 
35 
42 
70 

104  i 

"io 

20 
9 
4| 

78 


8 

6i 

7 

5 

4 

6 

8 

6 

7 


639,629 
329,041 
69,629 
114,410 
806,713 


294,269 
168,902 


Recently 

267,661 

Recently 

Recently 


76,760 
74,241 


428,173 


opened. 

116,9651 
opened. 

opened. 


39,360  none 
23,406 


10,627,664  i  1,063,659 


4,318,9021,800,181 


128,000 

476,000 

1,600,000 

13,000 


713,227 
10,427,800 


6,000,0001  2.899,166J 


6,102,936 

2,446,891 

33,869,423 

5,133.834 

«83,698 

774,4*1; 
1,250,000 
1,832,946 

329,677 
1,043,367 
1,693,711 
4,327,49° 
1,220,326 
3,246,720 
8,195,222 
1,265,143 

760,000 

1,702,623 

17,141,987 

8,067,286 


681,445 
206,068 


480,137 

92,363 

Recently 

213,078 
Recently 

173,645 
Recently 
Recently 

225,162 
1,388,385 

149,941 

603,942 

365,883 

118,617 
Recently 

266,827 
2,480,626 

868,088 


338,783 
324,494 
44,070 


196,847 

46,072 

opened 

96,737 
opened. 

135,017 
opened, 
opened. 
116,706 
478,413 
79,252 
316,259 
179,210 
76,890 
opened. 

106,320 

1,251,987 

641,769 


none 
5 


6 
4 

10 

none 

none 


7 

8 
none 

4 

none 
none 


811 
lOOi 

^^ 

1 1 
96i 
40 
62 
61J 
93 
871 
117 
60 
99 

"n\ 

62i 
931 
66 
80 
66 
119 


40 
46 


130 


none 

7 
none 

4 
none 


none 


none 

none 

8 
10 

7 
10 

7 

5 

's 

7 
6 


36 

42 

81 

22i 

89) 

11 


80 
33 

'92* 
148 

isi 

96 

125' 
65 
68 
69 
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Railway  Share  List, 

Compiled  from  tkekUest  returns — corrected  every  Wednesday — on  a  par  valuation  o/SlOO. 


NAME  OF  COMPANY. 


Pennsylvauia  Central 

Philadelphia  and  Trenton . . . 

Pennsylvania  Coal  Co 

Baltimore  and  Ohio 


.  Penn. 


Q 

a. 
o 

n 


Washington  branch 

Baltimore  and  Susquehanna. . 

Alexandria  and  Orange 

Manassas  Qap 

Petersburgh 

Bichmond  and  Danvillo 

Richmond  and  Petersburgh . . 
Rich.,  Fred,  and  Potomac .... 

South  Side 

Virginia  Central 

Virginia  and  Tennessee 

Winchester  and  Potomac 

Wilmington  and  Raleigh 

Charlotte  and  South  Carolina. 

Greenville  and  Columbia 

South  Carolina 

Wilmington  and  Manchester. 

Georgia  Central 

Georgia 

Macon  and  Western 

Muscogee 

South  Western 

Alabama  and  Tennessee  River 

Memphis  and  Charleston 

Mobile  and  Ohio 

Montgomery  and  West  Point. 

Southern 

JEast  Tennessee  and  Georgia 
Nashville  and  Chattanooga.  . . 
Covington  and  Lexington .... 

Frankfort  and  Lexington 

Louisville  and  Frankfort 

Maysville  and  Lexmgtou 

Cleveland  and  PiMsburgh 

Cleveland  and  Toledo 

Cleveland,  and  Erie 

Cleveland  and  Columbus 

Columbus,  Piquaand  Indiana. 

Columbus  and  Lake  Erie 

Cincinnati.,  Ham.  and  Dayton 

Cincinnati  and  Marietta 

Dayton  and  Western 

Dayton  and  Michigan 

Eaton  and  Hamilton 

Greenville  and  Miami 

Hillsboro 

Little  Miami 

Mansfield  and  Sandusky 

Mad  River  and  Lake  Erie . . . 

Ohio  Central 

Ohio  and  Mississippi 

Ohio  and  Pennsylvania 

Ohio  and  Indiana 

Scioto  and  Hocking  V.vlley . . . 

Columbus  and  Xenia 

Evansville  and  Illinois 

Indiana  Central 

Indiana  Northern 

Indianapolis  and  Bellefoutaine 
Indianopolis  and  Cincinnati . . 
Lafayette  and  Indianapolis.. . 
Madison,  Indianapolis  &  Peni 
Terre  Haute  and  Indianapolis 

Rock  Island  and  Chicago 

Chicago  and  Mississippi 

Illinois  Central 

Galena  and  Chicago 

Michigan  Southern  and  Ind.  N. 
Michigan  Central 
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3,465,879 
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850.0001  In  prog. 
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1,142,200 
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584,902 
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3,279,908 
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1,855,000, 

4,110,118,    640,518 
In  prog.      


2,460,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


4,000,000 


•  •  •  •      •  < 


500,000 
3,741,664 
3,977,568 

oon 


3,655,000^    777,793 
2,000,000 


44,260 


8 


267,278 


10 


483,464  12 


126 

lie" 
ioi* 


63 
80 


46 

59 
711 


100 


opened. 


10 


62 
76 


66 


In  prog 

"  Recently 

1,310,062]    314,434 

In  prog.        237,606 


113,401,. 
Recently  opened. 
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"         Recently  lopened. 
1,869,932  Recently  jopened. 
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2,400,0001  516,414  268,0751  10 
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4,600,000;. 
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The  following  statement  will  show  how  the  re- 
ceipts of  the  Main  Stem  for  eight  months  this  year 
compare  with  those  of  the  previous  : 


Jinuary 

February  .. 

\  arch 

April 

May 

June 

'July 

August  . . . . 


ToUl. 
Deduct. 


Main  Stem 
1864. 
.$264,277  10 
.  279,856  87 
.  356,880  45 
.  361,379  81 
. .  366  974  88 
. .  316,802  34 
..  270,214  10 
.  .  296,139  75 

$2,491,521  31 
1,393,407  02 


Main  Stem 
1858. 

S101,819  49 
99,017  27 
216,257  37 
200,219  59 
204,910  01 
189,967  61 
164,140  42 
217,015  36 

$1,393,407  02 


Increase.. fel, 098,1 14  29 


Nc^v  York  »nd  Nevr  HaTcn  Railroad. 

Nearly  three  i  months  have  elapsed  since  the 
over-issues  in  tliis  company  were  discovered.  Yet 
from  the  first  the  directors  have  been  as  dumb  as 
an  oj-ster.  Noj  one  word  of  explanation  of  the 
fraud,  or  in  vindication  of  themselves  has  been 
uttered.  The  i  affair  still  remains  a  sealed  book ; 
and  more  than  jthis,  we  have  been  informed  that 
another  month  is  to  elapse  before  any  communica- 
tion from  the  directors  is  to  be  expected.  In  the 
mean  time  notj  a  finger  has  been  raised  to  arrest 
Mr.  Schuyler,  4or  is  there  any  evidence  that  any 
effort  has  beep  made  to  obtain  pecuniary  satis- 
faction in  compensation,  though  we  presume  he  is, 
and  always  hasj  been  in  the  city. 

Now  as  bad  »a  the  fraud  was,  we  think  the  con- 
duct of  the  directors  since  its  discovering  has 
been  as  inexpljicable  and  calculated  to  do  quite 
as  much  injurf  to  the  credit  of  ©ur  railroads,  as 
the  fraud  itselfj  The  natural  inference  from  the 
prolonged  silence  and  inaction  of  the  directors,  is 
a  complicity  wi|,b  it.  But  as  we  cannot  accept 
such  an  explanation,  we  attribute  their  inactioo 
to  incompetency,  and  to  a  lack  of  a  perception  of 
what  is  proper  to  be  done  under  the  circumstances. 
Men  who  witdessed  and  sanctioned  Scbayler'i 
legal  peculations  for  so  long  a  time  must  be  want- 
ing in  any  important  moral  element.  Till  bis  re- 
cent frauds  were  exposed  he  was  the  God  of  their 
idolatry.  It  \$  not  strange  that  such  men  should 
not  know  whatjto  do  under  th«  circumstances  in 
which  they  are  placed. 

How  does  tpe  prompt  ftction  of  the  Harlem 
Company  contifast  with  tl»j  silence  of  the  New 
Haven.  The  djirectors  of  the  former  met  the  cri- 
sis at  once,  made  a  clean  breast  of  it,  vindicated 
their  own  integj-ity  by  the  prosecution  of  the  of- 
fender, and  took  such  action  as  k-ft  themselves 
and  the  Compaby  and  the  general  credit  «(  the 
country,  witbodt  stain.  Why  have  not  the  New 
Haven  CompaD|y^  imitated  the  example  of  the  for- 
mer 1  Is  there  something  in  their  case  which 
they  are  afraid  I  to  make  known  1  But  is  anything 
to  be  gained  hi  delay,  by  which  the  wrong  that 
has  been  done  |vill  be  doubled  by  the  suspicion 
and  distrust  wl^ich  will  be  created  1 

We  hope  thejmceting  of  the  stockholders  called 
for  Thursday  evening  will  take  promi  t  action  in 
the  premises.  Wc  think  its  first  step  should  be 
to  call  for  a  re^rt  from  the  directors  and  tl  e  se- 
cond to  call  ^pon  them  to  resign.  They  have 
been  connectedj  with  the  road  a  sufficient  length 
of  time  to  witnjess  the  ruin  of  one  of  the  best  pro- 
jects in  the  coin  try,  and  we  think  they  have  fairly 
earned  the  priiJilege  of  retiring  into  private  life. 
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lie  philosophy, 
lose  their  most 


A  well  giouadud 
vouW  bo  as  lit- 


IVill  our  Railroads  «v«r  be  «  at  of  Debt  f 

If  iis  correct  a  sentiment  existe4  upon  the  sub- 
ject of  railroads  as  ujion  mercau 
brokers  and  speculators  would 
fruitful  field  of  operationa.  If  tAo  real  strength 
and  responsibilities  of  railroad  tnterpriscs  were 
clearly  understood  there  would  bi  i  comparatively 
as  little  barter  in  their  stocks  as 
mercantile  copartnerships.  A  c(  mpany  of  indi- 
viduals, each  having  a  large  relative  interest  iu  a 
common  property,  of  whose  value 
confidence  could  be  established, 
tie  anxious  to  appear  ia  the  "  mafket,"  as  Smith, 
Jones  &  Co.,  Iron  dealers  ;  or  Butcher  and  Salter, 
Provision  merchants. 

Yet  no  people  appear  to  have  more  failk  in 
railroads  than  our  own,  while  at  the  same  time 
□one  could  well  have  a  more  unsettled  estimation 
of  their  raliie.  Where  other  people  build  their 
railroads  for  the  accommodation  of  existing  busi- 
ness, we  build  ours  oflen  to  create  the  means  of 
their  support.  Such  is  our  faith  in  their  useful- 
ness. Our  roads  in  operation, — our  people  will 
give  a  premium  on  a  stock  which  will  pay  a  hand- 
S'jme  dividend,  regardless  of  its  liabilities.  But 
if,  on  the  maturity  of  an  obligation,  and  after  all 
cash  means  have  been  exhausted  by  dividend 
profits,  a  company  is  embarrassed  iu  its  opera- 
tions, its  stock  is  at  once  sacrificed  at  alarming 
rates.  At  the  same  time,  the  net  income  of  the 
enterprise  might  show  as  wide  a  basis  fur  profit  as 
ever  before.  1 

As  a  cla.ss  of  investments,  railroads  are  projila- 
hlc.  Few  will  deny  this.  Where  the  want  of  rail- 
roads has  been  felt,  or  the  means  to  construct 
them  have  existed,  few  have  been  built  and  work- 
ed at  a  loss. 

Why  then  is  there  a  general  distrust  of  the  rtU- 
ug  o(  railroads  1  Not  that  "money  is  tight,"  or 
that  our  people  distrust  the  general  honesty  of 
railroa'!  management.  Foreigners,  who  look 
more  i<j  the  permanent  value  of  our  roads  as  ob- 
jects for  investmcut,  have  manifested  hardly  any 
concerD  for  the  general  eftects  of  an  individual 
instance  of  fraud.  Private  letters,  received  in 
this  country  from  London,  alluded  far  more  feel- 
ingly to  a  single  default  of  payment  of  interest  on 
the  bonds  of  one  of  the  western  roads,  than  to  the 
over-issue  in  the  New  Haven  Comi)any. 

Of  all  causes  of  distrust,  the  true  one  is  rather 
the  extravagant  and  dangerous  manner  in  which 
our  railroad  companies  carry  their  debts.  Many 
a  scheme  is  commenced  upon  estimates  fifty  per 
cent,  below  the  ultimate  cost.  Perhaps  by  the 
time  one  half  even  of  the  estimated  moans  are  ob- 
taiued,  the  aJat  of  the  work  is  gone.  The  mana- 
gers of  the  enterprise,  upon  solemn  mortgages  of 
all  their  present  and  prospective  means,  must 
then  borrow  enough  to  fairly  commence  opera- 
tions. Further  progress  involves  the  creation  of 
a  large  floating  debt,  at  extravagant  rates  of  in- 
terest. This  is  carried  by  contimial  sacrifices  on 
the  part  of  the  borrowers,  who  find  themselves  ul- 
timately conopelled  to  fund  it,  at  a  heavy  discount, 
to  get  rid  of  its  excessive  exactions.  Yet  under 
all  these  circumstances  of  debt,  the  profits  of  the 
scheme  are  treated  as  being  due  to  the  original 
stockholders ;  the  maintenance,  and  not  the  re- 
demption, of  the  liabilities  being  assumed  a^  the 
function  of  the  debtcr.    yo  provision  is  made  for 


the  payment  of  the  principal  of  the  debt,  and  ito 
obligation  is  therefore  practically  ignored. 

A  person  unused  to  railway  financiering  would 
scarcely  credit  the  statement  that,  in  an  enter- 
prise invoking  an  exiwnditure  of  $36,000,000,  and 
where  the  proportion  of  stock  to  debt  was  but  as 
two  sevenths  to  five  sevenths,  a  stockholder  would 
insist  upon  a  seven  per  cent,  annual  dividend, — 
that  a  board  of  directors  would  declare  such  a 
one,  even  where  it  had  not  been  earned, — and  that 
the  ability  of  a  work,  loaded  with  a  prepondera- 
ting debt,  to  pay  such  a  dividend,  was  regarded 
as  a  test  of  its  value  as  an  investment. 

The  certainty  of  a  dividend,  if  enough  can  be 
got  from  the  earnings  of  the  road  to  make  one, 
appears  settled  in  the  mind  of  every  railroad 
stockholder.  It  is  this  assumed  certainty  that 
attracts  the  "  little  all  of  the  widow  and  orphan," 
so  often  and  so  feelingly  represented,  into  the 
treasury  of  the  railroad  corporation.  Yet  not  one 
stockholder  in  a  hundred,  of  the  class  referred  to, 
ever  comprehend  that  their  property  is  mortgaged 
as  soon  as  subscribed,  and  that  they  are  to  make 
instead  of  to  receive  dividends,  and  that  they  are 
expected  besides  to  redeem  the  obligations  in 
which  they  have  become  involved,  under  penalty 
of  foreclosure  of  "  all"  that  they  possess.  Yet  it 
is  truly  so. 

Nearly  all  of  our  roads  are  more  or  less  iu  debt ; 
many  of  them  deeply  so.  These  debts  have  been 
treated,  so  far,  by  those  who  carry  them,  as  so 
much  capital.  They  have  generally,  it  ia  true,  a 
long  time  to  run.  But  iu  all  the  wide  spread  and 
interesting  literature  of  railroad  refwrts  and  ex- 
hibits, we  have  never  seen  a  proposition  put  forth 
to  redeem  such  obligations.*  The  Western  Rail- 
road Company  of  Massachusetts  may  be  said  to 
be  the  only  similar  corporation  which  has  made 
regular  and  sufiicient  provision  for  payment. 

It  seems  necessary  to  remind  the  public  that 
all  obligations  of  this  kind  must  be  ultimately  re- 
newed, redeemed  or  foreclosed. 

The  first  of  tliese  necessary  results  may  not  be 
possible.  It  is  also  the  most  expensive  of  the 
three ;  subjecting  the  debtor  to  a  i>erpetual  tribute, 
more  than  sufiicient  in  a  few  years  to  purchase 
the  obligation. 

The  second  optional  result  extinguishes  the 
debt  as  well  as  its  accumulating  intere»L-«N 

In  a  few  years  it  would  relieve  the  whole  stock 
and  place  it  at  a  real  value  proportional  to  that  of 
the  work  which  it  repi-esented.  It  would  require 
the  stockholders  however  to  forego  for  a  time  a 
part  or  the  whole  of  their  dividends.  The  pur. 
chase,  by  the  company,  out  of  its  earnings  above 
interest  payments,  of  its  own  bonds  at  or  belov 
par,  would  constitute  the  safest  and  quickest  re- 
demption of  its  debts.  Next  to  this,  a  sinking 
fund,  in  the  hands  of  safe  trustees,  would  help 
our  companies  "  out  of  the  woods." 

The  third  class  of  redemption  is  attachment  and 
sale.     It  needs  no  comment. 

In  thus  considering  the  prudential  character  of 
our  roads,  we  are  forced  to  contrast  our  own  way 
of  doing  things  iu  the  north  with  the  conservative 
and  safe  system  of  conducting  railroad  enterprises 
in  the  south.  The  consideration  of  a  new  railroad 
project  is,  in  the  south,  the  occasion  for  large 
conventions  of  the  people,  the  backbone  of  the  in- 

*  Tbe  flret  proposition  of  the  kind  appear*  thia  week  in  tbe 
report  of  the  Ohio  and  PenosylTania  Road. 


duBtry  and  intelligence  of  the  community.  Routes 
and  estimates  are  submitted  to  these  tribunals, 
by  whom  they  are  considered  and  discussed. — 
The  amouut  and  source  as  well  as  the  character 
of  the  means  advanced  become  matters  of  public 
information.  Every  one  obtaining  an  office  of 
trust  is  thereby  made  accountable  to  the  public. 
Elevated  motives  prevail,  and  the  degradations  of 
speculation  are  little  practised.  So  long  as  the 
enterprise  can  be  kept  in  original  hands  (and  the 

ability  to  do  so  is  in  proportion  to  the  spiitt  with 
which  it  is  sustained)  there  is  seldom  any  specu- 
lation. The  expenditures  upon  const,  uction  are 
characterized  by  an  economy  unknown  in  any 
other  p  rtion  of  the  globe.  Most  careful  in  incur- 
ring obligations,  the  south  would  be  most  likely  to 
be  first  in  its  efforts  to  redeem  them. 

Another  feature  of  the  Southern  railroad  .sys- 
tem is  the  loans  made,  in  many  cases,  by  the 
states,  of  a  fixed  sum  per  mile,  or  a  large  fraction 
of  the  entire  cost  of  work.  This  plan  creates  a 
class  of  state  bonds,  having  a  better  basis  than 
those  of  any  local  corporation,  and  which  can  be 
sold  at  far  less  sacrifice  ,  while  the  hazard  of  re- 
demption is  removed  from  the  comparatively 
weak  company  to  the  powerful  state. 

When  will  the  great  body  of  our  roads  arouse 
to  the  work  of  strengthening  their  resources  as 
well  as  their  credit  1 
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THE  UNAUTHORIZED  TRANSFER  OF  STOCK. 

In  the  3d  volume  of  Selden's  Reports  of  our 
Court  of  Appeals  is  the  case  of  Pollock  «f>  PoUnek 
against  the  National  Bank  and  another,  decided 
in  1862,  and  affirming  the  following  doctrine.      j\ 

A  Bank  which  has  permitted  a  transfer  of  stock 
owned  by  a  stockholder  upon  a  forged  power  of 
Attorney,  and  has  cancelled  the  original  certifi- 
cates may  bo  compelled  to  issue  new  ccrtifleatea 
to  the  rightful  owners  thereof,  aud  if  it  has  no 
shares  which  it  can  so  issue,  the  Bank  may  be 
compelled  to  issue  new  certificates.  In  other 
words,  the  Bank  is  liable  for  th*}  grossest  mistakes 
of  their  agent  performed  within  the  general  scope 
of  his  authority. 

Justice  Gardner  said  iu  delivering  his  opinion 
Id  the  case  above-mentioned,  that  "the  Misses 
Pollock  were  the  acknowledged  owners  of  50 
shares  of  stock  of  the  National  Bank,  standing  in 
their  names  on  the  books  of  that  institution,  with 
the  certificates,  the  evidence  of  their  title,  in  their 
possession.  This  stock  was  subsequently  trans- 
ferred from  their  names  to  the  names  of  other 
persons  by  the  permission  of  the  Bank,  which  re- 
ceived and  cancelled  tbe  original  certificates  and 
has  ever  since  refused  to  pay  dividends  to  the 
complainants,  or  in  any  way  to  recognize  them 
as  stockholders  in  the  institution,  aud  denied 
their  title  to  any  interest  in  the  capital  stock  of 
the  Bank.  All  this  has  been  done  without  any 
authority  or  aisent  expressed  or  implied  on  the 
part  of  the  truo  owners,  and  the  question  is,  are 
they  entitled  to  any  relief?  It  is  said  that  inas- 
much as  the  transfer  was  made  by  virtue  of  a 
forged  ijower  of  Attorney  the  stock  is  still  the 
property  of  the  complainants.  But  a  title  to  stock 
in  the  abstract  without  any  legal  evideuce  of  such 
title,  without  the  power  of  sale  or  of  obtaining 
dividends  is  not  the  ownership  which  the  complai- 
nants once  possessed  aud  of  which  they  have 
been  deprived  by  the  agents  of  the  Bank.  They 
held  certiflcate.s;  these  the  Bank  has  cancelled 
and  instead  of  issuing  new  ones  to  the  complai- 
nants it  denies  their  right  altogether.   It  was  said 


■  r. . 
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that  there  was  no  proof  that  the  power  of  Attor- 
ney was  forged.  But  the  answer  is  that  the  ori- 
ginal title  of  the  Misses  Pollock  is  admitted,  and 
if  the  Bank  sets  up  a  title  derived  from  them  in 
lieu  of  their  claim  such  title  must  be  proved. 
And  the  burthen  of  such  proof  lies  upon  the  de- 
fendants. 

Justices  Ruggles,  Jewett,  Johnson  and  Watsou 
concurred  in  the  above  decision  ;  Gridley  and  Ed- 
monds, Justices,  were  absent. 

But  Welles,  Justice,  dissented  from  the  fore- 
going decision  and  denied  that  the  Misses  Pollock 
were,  in  the  existing  state  of  the  pleadings,  entitled 
to  any  relief 

"  On  what  grounds,"  asked  Justice  Welles,  can 
the  appellants  ask  to  have  the  National  Bank 
either  furnish  them  with  an  equal  number  of 
shares  of  stock  or  pay  them  the  value  thereof  1 

They  were  the  owners  of  60  shares  of  stock  in 
that  Back,  which  they  allege  was  sold  and  trans- 
ferred in  their  names,  by  their  brother  upon  a 
forged  power  of  Attorney.  Admitting  this  was 
the  case,  they  are  still  the  owners  of  th«;se  fifty 
shares,  and  are  entitled  to  receive  the  dividends 
''payable  thereon  unless  they  have  in  some  way  rii- 
tified  the  sale,  which  they  deny.  They  could  not 
be  deprived  of  them  without  their  consent  or  by 
due  process  cf  law.  If  the  National  Bank  has  re- 
fused or  shall  refuse  to  pay  over  to  the  appellants 
any  dividends  that  may  accrue  upon  it,  I  see  no 
difiSculty  iu  their  sustaining  an  action  at  law  as  for 
money  had  and  received  by  the  Bank  to  their  use. 
If  it  is  important  fur  the  appellants  to  have  the 
stock  stand  in  their  names  upon  the  books  of  the 
Bank,  and  it  becomes  necessary  to  invoke  the 
equitable  powers  of  the  Court  to  effect  that  ob- 
ject, either  by  having  the  transfers  or  assignment 
fraudulently  made  of  the  same  in  their  names  by 
the  brother  of  the  Misses  Pollock  declared  void, 
or  by  compelling  a  re-assignment  thereof  to  them 
by  their  claiming  to  hold  the  stock  and  have  the 
same  registered  by  the  Bank  in  their  name,  or  in 
any  other  way  to  be  re- instated  the  apparent  as 
well  as  the  real  owners  of  such  stock, — the  persons 
to  whom  tlie  same  was  assigned  or  who  claim  title 
thereto  to  frauduknt  assignments  are  of  all  others 
most  interested  to  be  heard  before  the  Court  can 
give  any  judgment  iu  the  premises. 
■ .  It  does  not  appear  that  the  respondents  have 
done  an^  act  of  which  the  appellants  have  a  right 
to  complain..     The  wrong  if  any  which  has  been 


(For  the  American  RailroaJ  Joum»L)    .. 
Improved  Crosa  Tlcsi 

Mr.  Editor — I  wish  to  call  the  attention  of  par- 
ties interested  iu  economizing  the  expense  of 
maintaining  railroads,  to  the  important  fact  that 
cross  ties  charred  in  an  oven  may  be  rendered  in- 
destructable  for  many  years. 

And  the  process  can  be  carried  on  with  but 
little  cost  if  once  adopted,  for  the  oven  or  furnace 
can  be  heated  with  the  tops,  chips  and  limbs  of 
the  trees  cut  down  for  the  cross  ties.  If  so,  the 
increased  cost  of  charring,  will  not,  or  should  not 
exceed  6  or  8  cts.  per  tie,  if  even  one-half  of  that 
sum.  And  a  tie  thus  prepared  should  last  at  least 
:J0  if  not  30  years. 

From  experiments  made  for  another  purpose  I 
am  satisfied  the  plan  will  be  found  of  great  value, 
and  in  the  end  the  cheapest  ever  tried. 

Yours 

Vicksburg,  Miss.  C.  K.  M. 

Comnaerce  aufl  Uatlroada  of  Cuba. 

An  article  in  the  last  number  of  De  Bow's  excel, 
leui  "Review,"  contains  the  following  statements 
of  the  resources,  extent  and  internal  improvements 
of  Cuba. 

The  population  of  Cuba,  as  officially  returned, 
is  1,050,000;  nearly  equally  divided  between 
whites  and  blacks,  with  a  slight  preponderance  in 
favor  of  the  whites.  The  actual  present  popula- 
tion is  however  believed  to  be  about  1,500,000. — 
The  area  of  Cuba,  is  42,383  square  miles. 

The  annual  revenue  which  Cuba  affords  to  Spain 
is  stated  as  $13,821,456  ;  and  the  expenses  of  the 
loca  vemment,  and  public  works  generally,  as 
Sll  659,750,  making  the  whole  annual  taxation  of 
the  Island  $25,791,206  I 

Railroads  in  Cuba. — Internal  improvements  in 
Cuba  have  of  late  made  notable  progress,  so  that, 
at  present,  there  are  351  miles  of  railroad  conect- 
ing  some  of  the  most  important  places.  From 
Havana  a  railroad  extends  across  the  island  of 
Batabano,  sending  off  a  branch  westward  to  S. 
Antonio  and  Mariel.  At  S.  Felipe,  the  Havana 
road  turns  eastward,  and  proceeds  on  to  Ouines ; 
thence  further  east  it  unites,  at  Union,  with  the 
Matanzas  Railroad,  which  has  its  northern  termi- 
nus at  Matanzaa.  Farther  ea.'ttward  the  Havana 
road  unites  with  the  road  to  Cardenas.  So  that 
Havana,  Matanzas,  and  Cardenas,  are  united  by 
railroads.  A  railroad  also  extends  into  the  interi- 
or, 34  miles,  from  Jucaro,  a  place  on  the  northern 
coast,  east  of  Cardenas.  From  Cienfuegos,  a  road 
also  extends  into  the  inu3rior  to  Santa  Clara.  A 
railroad  extends  also  from    Nuevitas    to  Puerto 


the  wires  following  tha  railroads.  A  telegraph 
line  between  Havana  and  Batabano,  on  the  south 
coast,  is  now  in  operation. 

The  external  means  of  communication  with  the 
principal  points  of  the  island  are  very  extensive. 
Steamers  and  sailing  vessels  run  regularly  between 
all  the  principal  ports.  Havana  is  connected  by 
daily  lines  of  steamers  with  Matanzas,  Cardenas, 
and  Jucano,  arriving  at  Matanzas  in  five  hours. — 
Between  Batobano  and  Santiago  de  Cuba,  m  the 
eastern  part  of  the  island,  steamers  and  sailing 
vessels  run  regularly,  touching  at  Cienfueg:o6, 
Trinidad,  Santa  Cruz  aud  Manzaniilo,  and  arriv- 
ing at  Santiago  de  Cuba  iu  five  days.  Steamers 
also  run  daily  between  Batabano  ami  Bailen, 
touching  at  Dayaniguas,  Coloma,  and  Punta  de 
Cartas;  also  weekly  between  Batabano  and  the  Isle 
of  Pines.  Havana  is  also  connected  with  other  im- 
portant places  on  the  northern  coast  by  regular 
steamers.  t 

Cbartlen  Valley  Railroad. 

A  recent  exhibit  of  this  company  representt  tLe 
means  provided  for  the  construction  of  their  work 
as  follows : 

Individual  subscriptions 8'  15,700  00 

Alleghany  county  subscription,  bonds  160,000  00 
Citv  of  Pittsburg  *'  "        150,000  00 

Wa'shington  Borough     "  "         26,000  00 

Canonsburg    .    .  »         ;.    ..         10,000  00 


,  .,.,,,         .  ,     ,.         , Principe,  44  miles.     There  is  also  a  railroad  ft om 

done,  was  committed  by  the  brother  of  the  Misses  t^e  city  of  Cuba  to  El  Cobre.     These  roads  have 


Pollock  in  transferring  the  stock  without  authori- 
ty, and  in  this  the  purcbiisers  from  him,  as  the 
appellant's  agent  or  Attorney,  must  of  course  be 
the  greatest  sufferers,  for  they  have  bought  with- 
out acquiring  title  to  that  which  they  purchased, 
and  have  consequently  lost-  whatever  they  paid 
for  it.  But  the  Bank,  I  repeat,  has  done  nothing 
worthy  of  blame.  It  could  have  no  legal  interest 
in  the  question  as  to  who  were  the  owners  of  the 
stock  in  question.  Upon  a  transfer  of  any  of  its 
stock  it  was  its  duty  to  register  it  in  the  name  of 
its  transferee ;  and  it  would  be  a  monstrous  doc- 
trine to  hold  it  responsible  iu  any  event  for  the 
validity  and  genuineness  of  such  transfer,  where 
good  fatlh  has  been  observed  by  its  managing  ojfi- 
cers." 

The  decree  in  this  case  was  of  course  in  accor- 
dance with  the  decision  of  the  majority  of  the 
vOTlrt,  •...  .  .     -'.aqi  ci»r;-;  r*  iv-t  ^^ 


many  important  branches  leadu  g  into  the  richest 
part  of  the  island.  Many  important  roads  in  the 
island  are  also  projected,  or  in  progress,  which, 
when  completed,  will  render  every  part  of  the  is- 
land accessible.  The  highways  of  the  island  are, 
in  general,  very  poor ;  and  in  the  rainy  season,  al- 
most impassable,  as  no  improvements  are  ever 
made  upon  them. 

The  railroad  from  Havana  to  Bejucal  and  Guin- 
es,  which  was  opened  in  1837-8,  was  not  only  the 
first  in  Cuba,  but  the  first  railroad  ever  construct- 
ed in  any  Spanish  country.  It  was  not  until  1848 
that  the  first  railroad  in  Spain  was  opened — that 
from  Mataro  to  Barcelona.  The  road  from  Mad- 
rid toAranjuez  was  opened  in  1851,  and  extended 
to  Tembleque  in  1863. 

Telegraphs. — The  magnetic  telegraph  is  iu 
operation  in  several  parts  of  Cuba.  Lines  are  be- 
ing extended  from  Pinar  Del  Rio,  in  the  western 
part  of  the  island,  to  Santiago  de  Cuba  in  the  east- 
ern part,  with  branches  to  the  principal  towns  on 
the  coasts.  Havana  is  also  being  connected  by 
telegraph  with  Matanzas,  Cardenas,  and  Guanajay, 


S450,700  00 
To  this  sum  may  also  be  added  the 
fifteen  i>er  cent,  of  work  to  be  paid 
contractors  in  stock,  say 350,000  00 


Making  together $500,000  00 

The  exhibit  says : 

The  estimated  cost  of  the  work  of  the  Catfidi 
route — the  one  selected — to  the  point  of  junction 
with  the  Pittsburgh  and  Steubenville  road,  is 
shown,  by  the  Chief  Engineer's  Report,  to  be 
S570,500  00 ;  and  in  a  subsequent  report,  be  says 
the  work  was  contracted  for  at  a  sum  considera- 
bly below  its  estimated  cost.  Grant,  however, 
that  it  will  cost  the  full  amount  estimated,  and 
there  remains  only  the  small  balance  of  969,000  00 
to  be  provided  for  by  addiiiunal  subscriptions,  or 
the  sale  of  the  bonds  of  the  company,  to  put  the 
road  in  complete  order  for  the  cars. 

The  foregoing  statement,  it  is  confidently  hup- 
pd,  shows  the  finances  of  the  Cbartiers  Valley 
Railroad  to  be  in  such  a  condition  as  to  inspire 
confidence  in  the  succes»ful  prosecution  and  spee- 
dy completion  of  the  work.  The  hope  is  enter- 
tained, from  information  now  in  the  possession  of 
the  Board,  that  further  subscriptions  will  be  made 
by  corporations  and  individuals,  more  than  suffi- 
cient to  make  up  the  difference  indicated.  Bat 
should  they  not  be  made,  no  doubt  is  entertained 
that  the  company  will  be  able  to  realize,  from  the 
issue  and  sale  of  their  own  bonds,  an  amount  am- 
ply sufficient  to  meet  all  their  wants,  when  the 
value  aud  importance  of  their  work  is  fully  under- 
stood. 

Steamboat  Aecldenta   la  Six  HobUis. 

A  report  is  published  by  the  Secretary  of  the  Trea-  ■ 
sury  of  the  number  and  causes  of  the  steamboat 
accidents  which  have  occurred  the  first  half  of  the 
present  year. 

The  Pearl,  Wetumka,  Federal,  Arch,  Clifton, 
Glover,  McFadden,  Beaver,  Dr.  Franklin,  Detroit, 
and  L<8ttercope,  weiv  lost  by  collision — ten  in 
all.  # 

The  Franklin,  St.  Charles,  Georgia,  Belcher, 
Natchez,  Mohican,  Saxon,  Leak,  Tuna,  Grand  Turk 
Sam  Dale,  Embassador,  Eagle,  Mary  Agnes,  Caro- 
line, Rockaway,  Helen  and  Bradford  were  destroy- 
ed by  fire — eighteen. 

The  Garden  City.  St.  Angi,  Aubrey,  Elmira,  Ex- 
cel, were  all  crushed  at  one  time  in  the  ice  at  St. 
Louis— five. 

The  Altona,  Choctaw,  Yougbogbena,  Jack  Hayes 
Amazonia,  Excelsior,  J.  M.  Niles,  Julia,  Sophia 
Belle  Goulde,  J,  8.  Avery,  Caspian,  Union,  Cab»  ' 
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Monroe,  Lamartine,  Eliza,  Jenny  Beal,  Cremonia, 
Pike,  Umpire,  Wm.  Penn,  ana  Gossamer,  wer« 
snagged — twenty-three. 

Eight  were  destroyed  by  the  explosion  of  boilers 
— the  Fanny  Fern,  Kate  Kearney,  Helen  Hensley, 
Reindeer,  Gazelle,  Seretary,  Gen.  Scott,  and  Penn. 

The  San  Francisco  was  lost  in  a  gale  at  sea. 

The  whole  number  of  lives  lost  in  these  various 
accidents  was  516.  The  amount  of  property  de- 
stroyed is  estimated  at  $2,274,442. 

Six  of  them  are  pronounced  to  have  been  una- 
voidable. Thirty-five  are  attributed  to  accident, 
four  to  inattention,  sixteen  to  negligence,  and  one, 
the  San  Francisco,  to  the  unseaworthiness  of  the 
vessel. 

The  report  adds  that,  as  the  majority  of  these 
accidents  were  not  of  a  character  that  could  be 
prevented  by  precaution,  and  as  there  is  reason  to 
believe  that  many  others  have  been  prevented  by 
the  wording  of  the  steamboat  law  of  1852,  there  is 
no  present  need  for  its  modiQcation..  So  far  as 
the  law  is  concerned,  we  have  no  doubt  the  opin- 
ion is  correct.  Its  beneficial  effects  are  matters 
for  congratulation. 

But  there  are  one  or  two  other  points  not  allud- 
ed to  in  the  report,  to  which  it  is  worth  while  to 
direct  attention. 

Of  these  64  steamboats,  fifty  two  were  lost  on  the 
rivers  of  the  Southern  and  Western  States,  while 
only  one  was  lost  on  the  Lakes,  one  in  New  Jer- 
sey, none  on  the  Hudson,  and  none  in  all  in  all  New 
England.  Either  our  northeastern  boats  must  be 
better  built  or  they  are  more  carefully  guided  than 
those  of  our  neighbors.  We  use  low  pressure  and 
they  high.  Ours  cost  the  most,  but  considering 
the  loss  of  $2,000,000  worth  of  theirs  in  8i.\  months 
which  is  cheaper  in  the  end  ? 

Again — 23  were  snagged,  or,  in  other  words,  lost 
because  Government  refuses  to  remove  the  obsta- 
cles t'^  navigation  in  the  Western  rivers.  Four 
steamboats  per  month  are  wrecked  from  this 
cause. 

Two  hundred  valuable  lives  were  lost,  in  a  Go- 
vernment vessel,  selected  by  Government  officials 
to  transport  troops.  Those  who  refused  to  go  on 
board  were  punished  by  Court  Martial.  And  now 
the  Government  confesses  it  to  have  been  unsea- 
worthy.  Who  was  to  blame  for  the  neglect  to  in- 
spect that  vessel  1 

We  need  no  new  Law  to  prevent  the  occurrence 
of  such  accidents  as  the  most  of  these.  But  we  do 
need  the  execution  of  the  laws  we  have. 


Boston  and  Blaine   Railroad. 

We  have  received  a  copy  of  the  annual  report 
of  the  Directors  of  the  Boston  and  Maine  Railroad, 
which  is  to  be  presented  to  the  stockholders  of 
that  road  at  their  meeting  on  the  13th  lost.  The 
report,  which  contains  an  account  of  the  affairs  of 
the  road  up  to  June  1st,  1854  states  that  the  whole 
capital  stock  of  the  road,  including  a  State  loan  of 
$150,000,  was  then  $4,226,974  52  of  which  amount 
there  remained  unexpended  $70,814  37.  The  to- 
tal earnings  of  the  year  ending  June  1,  1864,  were 
$850,007  02,  expenses,  $404,030  11,  leaving  the 
net  earnings  for  the  year  $445,976  91.  After  de- 
ducting $25,214  11  for  depreciation,  &c.,  the  net 
earnings  amounted  to  $420,762  80.  Of  this  sum 
there  had  been  appropriated  for  various  purposes 
including  two  dividends  of  4  per  cent,  each,  the 
sum  of  $354,456 ;  and  there  remained  a  surplus 
of  $66,306  80  which  added  to  the  surplus  of  1853 
makes  a  total  surplus  on  the  Ist  of  June  last 
$199,684  68.  The  assets  of  the  road  at  the  close 
of  the  fiscal  year,  amounted  to  $498,513  46  and 
the  liabilities  exclusive  of  the  SUtte  loan  of 
$150,000,  to  $283,222  Ol 

The  net  earnings  for  the  year  ending  June  1, 
exhibited  an  increase  of  $56,627  43  over  those  of 
the  previous  year ;  and  the  net  expenses  an  in- 
crease of  $39,864  62.  Thus  the  receipts  have  not 
increased  in  an  equal  ratio  with  the  expenses. — 
Some  uf  the  items  which  compose  this  extra  ex- 
pense were  an  increased  amount  of  distance  run 
by  the  trains,  higher  prices  for  fuel,  higher  wages, 
and  the  substitution  of  horse  power  for  steam  in 
enteriog  Boston.    This  last  item  has  increased  the 


expenses  about  $10,000  per  annum.  The  Direc 
tors  devote  a  brief  portion  of  the  report  to  a  vin- 
dication of  their  course  of  advancing  their  passen 
ger  and  freight  fares. 

During  the  past  year  the  Directors  have  found 
it  necessary  to  purchase  additional  land  for  depot 
purposes  at  several  stations  of  the  interior.  The 
most  extensive  purchase  of  the  kind  was  at  Law- 
rence, the  amount  bought  there  exceeding  $20, 
000.  During  the  year,  also,  four  first-class  loco 
motives,  five  new  passenger  cars,  and  eighty-dve 
freight  cars  were  purchased  for  the  use  of  the 
road. 

The  report  speaks  of  the  inadequacy  of  the  pro- 
sent  accommodations  at  the  Boston  terminus  of 
the  line.  Fifty  per  cent  more  of  the  storehouse 
accommodations  at  that  point  is  imperatively  de- 
manded by  the  increasing  freight  business.  The 
present  grounds  are  capable  of  affording  this  and 
the  Directors  would  have  made  such  a  disposition 
of  them  last  autumn  had  not  the  pending  questions 
respecting  the  manner  of  Ui>iug  that  portion  of  the 
grounds  prevented  them. 

The  Directors  have  invested  a  portion  of  the  re- 
served fund  In  the  stock  of  the  road,  bought  when 
it  sold  low  in  the  market,  and  with  other  portions 
have  made  temporary  loans  to  corporations  or  in- 
dividuals at  six  per  cent,  interest  on  satisfactory 
security. 

As  a  whole  it  is  believed  that  the  physical  con- 
dition of  the  road  has  never  been  more  satisfac- 
tory than  at  the  present  period. — Journal. 


Coal  Trade  of  Cleveland. 

A  correspondent  of  the  Courier  and  Enquirer 
gives  the  following  statements  relative  to_  Cleve- 
land and  its  coal  trade. 

The  estimated  receipts  into  Cleveland  this  year 
are  about  6,000,000  bushels  or  200,000  tons,  all 
bitumiuou»  of  the  best  kind.  The , principal  source 
of  supply  is  from  the  Canal  which  passes  through 
Tuscarora,  Portage  and  other  counties  underlaid 
with  coal.  They  are  generally  worked  by  private 
interests.  This  coal  finds  an  outlet  inthesevcral 
markets  on  the  Lakes  and  in  Canada  r^^Q  Cieve- 
fuel,  and  for  the  manufacture  of  gas.  tj^re  for 
land  gas  is  a  beautiful  article.  Coal  sells^j^m  ^j^,. 
10  to  15  cts.  per  bushel  at  retail,  and  is  a 
cheapest  article  in  household  economy.  I  wish 
you  could  say  as  much.  Wood  sells  at  $3  per 
cord.  Several  new  coal  fields  have  been  opened, 
and  the  coal  is  said  to  be  superior  to  any  hitherto 
brought  to  this  market.  The  Salines  Coal  from 
Jefferson  County  near  the  Ohio  River  on  the  Cle- 
veland and  Pittsburgh  Railroad,  stands  very  high 
as  a  free  burning  bituminous  coal,  equal  in  every 
respect  for  the  manufacture  of  gas  to  the  New- 
castle, (English,)  and  so  easily  worked  as  to  fur. 
nish  large  supplies.  The  completion  of  the  Ma- 
honing Railroad  to  Warren  will  open  a  vast  coal 
field  of  superior  coal.  In  regard  to  the  coal  trade, 
Cleveland  is  to  Ohio  v.  hat  Philadelphia  is  to  Penn- 
sylvania. Preparations  are  being  made  to  send 
east  large  quantfties  of  the  Ohio  bituminous  coal ; 
the  high  price  of  the  English  and  Scotch  being 
such,  they  can  lay  it  down,  undersell  the  imported, 
and  make  a  handsome  profit ;  and  for  the  purposes 
of  fuel  and  making  gas,  it  is  equal  to  any  import- 
ed, and  for  the  quantity  of  coke  it  produces,  it 
has  few  superiors. 

I  have  lots  of  small  statistics  to  provide  you 
with,  but  have  not  time  to  eive  them  to  you  now. 
Cleveland  is  increasing  in  population  and  trade, 
at  an  astonishing  rate.  Recently  the  town  on  the 
other  side  of  the  river  has  been  annexed,  and  the 
population  of  the  city  is  estimated  at  the  present 
time  at  50,000.  Some  idea  of  the  rapid  growth 
of  the  place  can  be  gathered  by  the  population  at 
the  several  periods  named  below :  In  1796  it  was 
3;  in  1798,  16;  in  1825,500;  in  1831,  1,100;  in 
1836,  6,080;  in  1840,  6,071;  in  1846,  9,673 ;  in 
1850,  17,600;  in  1861,21,140;  in  1852,  26,670; 
in  1864,  with  Ohio  City  annexed,  it  is  estimated 
at  60,000. 

The  growth  of  Ohio  by  means  of  her  liberal 
railroad  syatem,  is  extraordiiuu-jr. 


OaUlpoUs  and  ChilUcotbe  Railroad  of  Oblo. 

The  most  direct  extensions,  into  Central  Ohio, 
of  the  important  lines  of  Virginia  railroads  des- 
cending the  Great  Kanawha  Valley,  is  by  a  con- 
nection from  near  Gallipolis  to  the  Cincinnati  and 
Marietta  railroad.  It  is  found  that  a  connection 
can  be  formed  upon  such  a  route,  following  the 
valley  of  Little  Raccoon  Creek  in  Gallia  Co.,  Ohio, 
and  with  a  line  of  32  miles  in  length. 

The  local  influence  of  a  road  from  Gallipolis  to 
Chillicothe  would  be  to  developc  the  extensive 
and  rich  deposits  of  iron  and  coal  which  abound 
on  the  route,  giving  them  a  direct  outlet  to  the 
river  as  well  as  to  Central  Ohio  and  Cincinnati. 

A  company  was  organized  for  this  purpose  in 
June  1862,  the  intention  being  to  run  the  road  via 
Jackson.  Recent  surveys  have  disclosed  the  su- 
periority of  a  route  through  Vinton,  and  Buckeye 
Furnace,  making  a  connection  of  82  miles  be- 
tween the  Ohio  river  al  Gallipolis  and  the  Cincin- 
nati and  Marietta  road  at  Hamden.  This  line 
will  compare  in  grade  and  alignment  with  most 
first  class  works,  having  not  over  53  feet  grades, 
and  curves  of  not  less  than  1910  feet  radius. 

$76,000  of  stock  have  been  subscribed  towards  , 
the  construction  of  this  road,  and  during  the  com- 
ing year   the    work   will  be  commenced.      The 
president  of  the  company   is  the   Hon.   Simeon 
Nash.  .-,    ..•:■.  .--•,  .-/. 


The  Coal  Fields  of  the  United  State*. 

Area  of  the 

States.        Coal  Areas. 

Propor'n 

States. 

Sq.  Miles.        Sq.  Miles. 

of  coal. 

1. 

Alabama . 

...50,875              3,400 

l-14th 

2. 

Georgia . . . 

.  .  58,'200                  160 

l-386th 

3. 

Tennessee 

..44,720              4,300 

l-40th 

4. 

Kentucky 

. .  39,015             13,600 

l-3rd  ; 

6. 

Virginia . . 

...64,000            21,195 

l-3rd 

6. 

Maryland . 

. .  10,829                 650 

l-20th 

7. 

Ohio 

...38,860            11,900 

l-3rd 

8. 

Indiana . . . 

..34,800  :  .  -  .  7,700 

l-5th   • 

9. 

Illinois  . . . 

...69.130            44,000 

3-4ths 

10. 

Pennsylvania43,960             16,437 

l-3rd 

11, 

Michigan. 

...60,820      '       6,000 

l-20th 

12. 

Missouri  . 

..60,384              6,000 

1-lOth 

The  above 

table   gives  an  aggregate 

area   in 

twelve  States  of  666,283  square  miles,  of  which 
133,132  miles,  or  nearly  one-fourth,  is  composed 
of  coal  beds.  After  making  all  due  allowances 
for  such  coal  beds  as  would  never  be  reached  by 
the  miner,  we  have  left  an  enormous  yielding 
area. 

Canada  contains  no  workable  beds  of  coal,  but 
Nova  Scotia,  New  Brunswick,  and  Newfoundland 
are  rich  in  the  article — exceedingly  rich. — Buffalo 
Democracy.  '■ 

Engineering     and     Alathemntlcal      Inatra- 
meuta. 

Not  many  years  since,  our  "  surveyors"  were  ob- 
liged to  procure  their  instruments  in  Europe. — 
The  "  tools  of  the  trade,"  primitive  as  they  often 
were,  were  too  much  for  the  skill  of  domestic 
workmen.  Now  our  own  instrument  makers  fur- 
nish instruments  of  all  kinds  used  in  Astronomy 
and  Engineering, — by  the  Architect,  Mechanical 
Draughtsman,  Mathematician,  Chemist  and  Phil- 
osopher ;  and  of  such  accuracy,  ease  of  adjustment, 
and  high  finish  of  working  parts  as  to  make 
us  wholly  independent  of  foreign   manufacturers. 

Among  the  most  successful  makers  of  Engineer^-, 
ing  and  Mathematical  Instruments,  we  have  in 
this  city,  James  Prentice,  No.  1  Chambers  St. ; 
Benj.  Pike  &  Sons,  Broadway  :  Albert  Cook  & 
Co.,  19  John  St. ;  Tomas  Hunt,  53  Fulton  St. ;  E. 
<fc  G.  W.  Blunt,  179  Water  Si. ;  and  Shanahan  and 
Loeber,  181  William  St. 
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Nearly  all  of  these  firms  have  spacious  sales 
rooms,  supplied  with  all  the  tuiuor  apparatus  and 
materials  essential  to  the  professions  with  which 
their  trade  is  connected. 

H.  Sawyer,  also  carries  on  the  manufacture  of 
Transits  and  Levels  in  Union  Place,  Yonkers, 
Westchester  County,  in  this  state. 

In  Philadelphia,  McAllister  &  Brother  at  48 
Chestnut  street,  manufacture  and  sell  all  kinds  of 
mathematical  and  optical  instruments. 

In  Boston,  Joseph  Wighlman  and  D.  B.  Widdi 
field  &  Co.,  have  also  been  long  known ;  the  form- 
er for  the  manufacture  of  Philosophical  and  Chem- 
ical instruments,  and  the  latter  for  the  manufac 
ture  of  mathematical  instrumeBts. 

The  cards  of  nearly  all  of  these  manufacturers 
will  be  found  in  our  advertising  columns.  *  .i.H^-: 

Virginia. 

The  Railroad  Convention,  in  session  at  the 
White  Sulphur  Springs  in  Virginia,  was  addressed 
on  the  25th  ult.  by  T.  Dunn  English,  Capt.  Morris, 
Judge  Bayly,  Ex-Govemor  Smith  and  others;  af- 
ter which  the  business  committee  reported  in  part, 
that  the  Covington  and  Ohio  Railroad  ought  to  be 
completed  by  the  state,  without  delay;  that  the 
faith  of  the  State  is  pledged  for  its  completion, 
that  the  value  of  said  road  is  enhanced  by  its  light 
and  favorable  grades,  and  its  connection  with  the 
James  River  Canal,  the  Central  Railroad,  the  Or- 
ange and  Alexandria  Railroad,  and  the  Kanawha 
river  and  its  tributaries ;  that  the  James  River 
Canal  ought  to  be  extended  to  Covington,  and 
that  the  Kanawha  river  ought  to  be  improved  to 
the  highest  practicable  point  for  steam  naviga- 
tion. 

Cincinnati  and  Covington  Bridge. 

It  is  stated  that  8300,000  have  been  already 
subscribed  towards  the  construction  of  a  suspen- 
sion bridge  asross  the  Ohio  at  Cincinnati. 

.   ./    Mobile  and  Girard  Railroad.     ::  ;:5 

The  work  upon  the  first  22}4  miles  is  progress- 
ing rapidly  towards  completion,  and  will  be  finish- 
ed by  the  first  of  November,  unless  delayed  by  the 
non-arrival  of  iron.  That  part  of  the  road  lying 
between  Colbert  and  Union  Springs,  the  Board  of 
Directors  are  determined  to  complete  at  a  very 
early  day.  as  it  is  regarded  as  the  most  important 
link  on  the  eastern  end  of  the  road,  and  to  this 
end  the  following  resolutions  were  adopted,  at  a 
recent  meeting  of  the  Board  ofDirectors  on  motion 
of  Major  Wiley  Williams : 

Resolved  That  on  all  cash  subscriptions  hereaf- 
ter made  arid  paid  into  the  capital  stock  of  this 
company  applicable  to  the  construction  of  the 
road  between  Columbus  and  Union  Springs,  if  the 
stockholders  will  double  the  amount  of  such  sub- 
scriptions, semi-annual  dividends  of  four  dollars  a 
share  will  be  paid  in  cash  at  the  ofSce  of  the  com- 
pany in  Columbus. 

Resolved,  That  in  all  cases  of  cash  subscriptions 
heretofore  made  and  paid  into  the  capital 
stock  of  this  company,  applied  to  the  road  between 
Columbus  and  Union  Springs,  if  the  stockholders 
will  double  the  amount  of  such  subscription,  semi- 
annual dividends,  at  the  rate  of  eight  per  cent, 
per  annum  will  be  paid  on  the  aggregate  amount 
of  stock  so  subscribed  and  paid  by  each  stock- 
holder. 

Resolved,  That  the  Board  of  Directors  will  pro- 
ceed, on  the  first  Monday  in  November  next,  to 
elect  all  the  subordinate  officers  and  agents  requir- 
ed in  transacting  the  business  of  the  Mobile  and 
Girard  Railroad  Company. 

It  will  be  thus  seen  that  all  cash  subscriptions 
applicable  to  the  road  between  Colbert  and  Union 
Springs,  are  preferred  above  all  other  stock ;  and 
that  semi-annual  dividends  or  four  per  centum  are 
gTiaranteed  upon  it;  and  that  all  subscriptions 
heretofore  made  to  this  part  of  the  line,  may  be 
converted  into  preferred  stock,  drawing  eight  per 
cent,  per  annum,  if  the  stockholders  will  doable 
their  subscriptions  to  the  road. 


These  propositions  are  exceedingly  liberal  and 
cannot  fail  to  command  the  favorable  consideration 
of  capitalists. — Columdus  Times. 

Deepening  Rivers. 

The  process  of  raking  rivers  for  the  purpose  of 
deepening  the  channel  has  been  successful  in  this 
and  other  countries  when  the  apparatus  used  was 
very  imperfect,  being  simply  a  rake,  or  a  collection 
of  rakes  to  drag  upon  the  bottom,  following  its 
inequalities,  and  depending  principally  upon  the 
current  to  wash  away  the  sand  or  gravel  after  it 
has  been  disturbed.  Such  a  rake  has  been  used 
lor  a  number  of  years  with  success  below  the  locks 
at  the  Kennebec  dam. 

There  is  now  in  successful  operation  upon  the 
Gage  shoal,  in  the  Kennebec  river,  under  the 
superintendeuca  of  Mr.  George  Williams,  an  ap- 
paratus on  a  large  scale,  and  with  many  improve- 
ments over  any  thing  of  the  kind  ever  before  at- 
tempted. This  apparatus  was  designed  by  Col. 
John  L  Smith,  U.  S.  Engineers,  and  built  by  Mr. 
William  Jones  of  Augusta.  It  consists  of  two 
fiat  boats  each  14  feet  wide  and  50  feet  long ;  these 
are  connected  by  a  platform  crossing  both  decks 
and  holding  them  14  feet  apart.  The  rake  is  in 
the  fom>  of  a  harrow,  but  having  two  lines  of  frame 
and  teeth,  Each  arm  of  this  rake  is  50  feet  in 
length  and  its  spread  is  50  feet.  The  frame  is  of 
bard  pine  12  inches  square.  The  teeth  are  in  the 
form  of  cultivator  teeth,  two  feet  long  and  weigh 
45  pounds  each,  and  are  placed  one  foot  apart. 
This  immense  rake  or  harrow  is  hung  under  and 
between  the  boats.  By  means  of  posts  coming  up 
through  the  platform,  this  rake  can  be  raised  or 
depressed  to  any  required  depth,  and  is  held  in  its 
place  by  strong  braces  and  chains  properly  placed. 
These  boats  are  towed  by  a  steamer  attached  to  a 
strong  beam  fastened  across  their  bows.  It  has 
now  been  iu  operation  about  a  week ;  long  enough 
to  prove  that  this  process,  under  favorable  cir- 
cumstances, will  be  by  far  the  most  rapid  and 
economical  means  of  deepening  the  channels  of 
our  rivers. — Kennebec  {Me.)  Journal. 

Memphla  and  IjlUle  Rock  Railroad. 

From  L.  D.  Stickney,  Eisq.,  secretary  of  the 
above  named  road,  who  arrived  in  Little  Rock  on 
the  15th  ult.,  we  learn  that  the  road  is  in  a  pros- 
perous and  flourishing  condition.  The  survey  is 
progressing.  The  bonds  of  the  city  of  Memphis 
subscribed  in  aid  of  this  road  have  been  negotiat- 
ed Yor  iron,  cars,  and  locomotives,  on  very  favor- 
able terms  to  the  company. 

The  city  of  Memphis  have  raised  their  subscrip- 
tion to  $200,000,  and  the  city  pledged  itself,  as 
soon  as  the  road  is  completed  to  the  St.  Fiancis 
river,  to  make  an  additional  subscription  of  $350,- 
000,  for  which  she  will  issue  her  bonds,  making  in 
all  nearly  one  million  of  dollars  which  this  road 
will  receive  of  foreign  aid.^ 

Mr.  Bradley,  the  contractor  has  made  an  ar- 
rangement by  which  six  hundred  laborers  will  be 
put  to  work  on  the  road  by  the  first  day  of  Octob 
er  next. 

The  counties  of  Crittenden,  St.  Francis,  and  the 
northern  part  of  Monroe  have  taken  hold  of  this 
enterprise  in  earnest,  and,  during  a  short  stay  in 
Prairie  county,  Mr.  Stickney  received  subscrip- 
tions amounting  to  more  than  $25,000,  one  citizen 
Dr.  W.  C.  Hazen,  subscribing  $5,000.  |,j, 

Convention  ofWentern  R.  R.  Companies. 

The  following  call  was  addressed  by  the  Union 
Railroad  Company  of  Indiana  for  a  general  con- 
vention of  the  Railroad  companies  of  the  west,  to 
have  been  held  in  Columbus,  Ohio,  on  the  21st 
inst.  We  shall  report  the  proceedings  so  soon  as 
they  shall  transpire. 

Office  U.vtoN  Railway  Company, 
Indianapolis,  September,  blk,  1854. 

Sir  :  At  a  meeting  of  the  Board  of  the  Union 
Railway  Company,  held  at  Indianapolis,  this  day  ; 
present,  the  Presidents  of  the  Indiana  Central  Rail- 
way Co.,  Indianapolis  and  Cincinnati  R.  R.  Co., 
Terre  Haute  &  Richmond  B.  R.  Co.,  Madison,  In- 


.-.-t-: 


dianapolis  &  Peru  R.  R  Co.,  Indiana;  olis  6l  Bel- 
lefontaiue  R.  R.  Co.,  the  followiag  resolution  was 
unanimously  adopted,  and  is  transmitted  to  your 
company  as  therein  directed. 

Resolved,  That  in  view  of  the  action  ncently 
taken  by  the  leading  lines  of  Eastern  Railroads  in 
the  matter  of  Fares  and  Freights,  the  speed  of 
trains,  and  the  system  of  free  (tasses,  it  is  expedient 
that  Western  Roads  should  hold  consultation  touch- 
ing the  same  matters;  and  that,  to  this  end,  the 
companies  here  represented  invite  a  meeting  of 
Roads  in  Ohio  and  Indiana,  to  be  held  at  Colum- 
bus, Ohio,  on  Thursday,  the  2l8t  day  o(  September 
instant. 

It  is  earnestly  requested  that  your  company  will 
l>e  represented  at  the  jiroposed  meeting. 

By  order  of  the  Board. 

JNO.  BROUGH. 
,       President  Union  Railway  Company. 

Haunibaiand  St,  Joseph  Railroad. 

The  St  Joseph  Gazette  of  30th  ult.  states  that 
the  work  on  this  load  is  going  rapidly  for- 
ward.   |^;^  /■■■  .  ■■-•>^     ^- :~  .'■  ..  I.-,     "      -     ^ 

The  work  commences  on  Ibe  East  side  ofilie 
Platte  river,  about  ten  miles  from  St.  Joseph. — 
The  grading  is  going  on  rapidly,  and  it  will  soon 
be  completed  to  Castile,  a  distance  of  lilleen  miles 
from  the  point  where  the  work  was  begun.  The 
section  between  the  Platte  au<i  the  St.  Joseph  will 
be  started  in  a  short  time,  and  a  sufficient  force 
put  on  it  to  complete  the  grading  in  four  months. 
The  road  for  twenty  five  miles  will  be  ready  for 
laying  down  the  rails  by  the  first  day  of  next  Ap- 
ril; '•  and  .soon  after,"  says  the  editor  of  the  Gaz- 
etU,  "  we  may  expect  to  hear  the  iron  horse  snort- 
ing in  our  midst." 

The  first  station,  EaM,  of  St.  Joseph  about  thir- 
teen miles,  is  called  Easton.  It  is  in  the  valley 
of  the  James  Branch,  on  the  edge  of  a  fine  prairie, 
with  an  abundance  of  springs  to  water  it.  A  sale 
•f  lots  will  take  place  there  on  the  first  Saturday 
of  October  next,  where,  says  the  Gazette,  there 
will  be  a  good  chance  for  profitable  investments. 
The  country  is  sad  to  be  healthy,  and  the  fftnuers 
prosperou.?.  i^     ^       -\ 

Nnrlit  Western  Railroad  of  Peansy Ivaala. 

The  New  Castle  Jo.imal  states  that  the  work  on 
the  North  Western  Railroad  is  progressing  rapidly 
Hands  are  on  all  the  sections  let.  On  Walker's  Sum- 
mit section  about  one  hundred  hands  are  at  work; 
on  Moorhead's  contract  there  are  some  fifty,  and 
over  twelve  hundred  persons  are  engaged  on  that 
portion  now  under  contract.  Mr.  Keenen,  who 
has  the  contract  for  erecting  the  bridge  over  the 
Alleghany  river,  is  making  considerable  progress 
on  the  stone  work  of  that  heavy  improvement. 

The  editor  seems  sanguine  that,  if  those  who 
have  subscribed  are  punctual  in  tacir  paymeots, 
the  road  wih  be  finished  in  the  course  of  a  couple 
of  years. 

The  North  Western  road  extending  from   the 

Cleveland  and  Mahoning  road,  at  the  Ohio  State 

Line,  to  the  Pennsylvania  Central  road,  2%  miles 

from  Blairsville,  is  part  of  a  line  of  472  miles  of 

continuous  gauge  from  Cleveland  to  Philadelphia; 

being  22  miles  shorter  than  via  Pittsburg.     The 

North  Western  road  is  87  miles  in  length. 


Lexington  and  Big   Handjr  Railroad 

The  Mount  Sterling  Whig  says  that  the  work 
on  this  road  has  been  steadily  progressing  with  a 
good  force,  which  force  is  to  be  decreased  on  some 
sections  and  increased  on  others,  particularly  on 
the  heaviest  work  in  Fayette  couniy  The  stock- 
holders at  the  Big  Sandy  end  object  to  this,  and 
claim  tiie  right  to  spend  their  subscription — said 
to  be  nearly  $400,000— at  that  end,  which  will 
probably  be  conceded. 

None  of  the  county  bonds  held  by  this  Road 
have  been  sold,  and  some  $60,000  would  lift  all 
that  have  been  hypothecated.  The  Wkig  tays 
the  monthly  estimates — between  $30,000  and 
$40,000 — are  promptly  paid. 
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Valformlty  or  Gauge. 

It  is  a  proof  of  the  practical  indifference  of  the 
distinctions  oC  "gauge"  that  the  inequality  of 
width,  considered  necessary  for  the  discrimination 
of"  broad"  and  "  narrow,"  has  been  growing  less 
and  less  ever  since  any  change  from  the  common 
standard  was  first  proposed.  When  Brunei  added 
50  per  cent,  to  the  ordinary  width,  it  would  have 
seemed  reasonable  that,  in  time,  wo  should  have 
had  ten,  twenty,  or  perhaps  fifty  feet  gauges.  The 
broad  gauge  of  Brunei,  however,  was  laid  down 
upon  but  a  few  hundred  miles  in  England,  and  has 
been  attempted  nowhere  else.  The  seven  feet 
gauge  was  admitted  to  be  too  wide.  The  same  is 
now  true  of  the  sirjeet  gauge,  where  the  increasa 
over  the  original  and  common  standard  is  but  27 
per  cent.  The  engineerings  preference  of  the  coun- 
try is  now  pretty  wel!  decided  in  favor  of  the  5>2 
feet  gauge ;  only  17  per  cent,  wider  than  the  ori- 
ginal. And,  so  long  as  the  limit  of  gauge  is  con- 
trolled by  the  arrangement  of  the  locomotive,  and 
by  the  necessary  capacity  and  steadiness  of  the 
cars,  it  may  bo  expected  that,  as  the  one  becomes 
simplified,  and  the  other  conditions  attained  per- 
haps by  different  means,  that  even   the   common 

gauge  may  come  to  be  considered  as  mechanically 
too  wide ;  since  any  gauge,  or  double  system  of 
rails,  is  mechanically  inferior  to  a  single  rail. 

For  disturbing  gauges,  less  than  5j^  foet  width, 
there  cannot  of  course  be  even  an  engineering 
apology.  The  evils  consequent  upon  the  acciden- 
tal adoption  of  the  4  feet  10  inch  and  6  feet 
gauges,  will  be  felt  more  and  more  every  year.— 
We  say  accidental  adoption  as  we  neve  r  could  re 
cognize  any  engineering  pretext  for  such  a  slight 
difference  of  width,  and  do  not  know  as  the  com 
mnoities  who  have  thus  isolated  themselves  con 
templated  a  deliberate  obstniclion. 

The  more  the  railroad  system  of  the  country  be- 
comes consolidated,  the  more  is  felt  the  want  of 
continuous  connections.  A  difference  of  gauge  is 
an  exclusion,  nearly  as  embarrassing  as  an  open 
stream  across  the  route  of  a  public  highway. 

The  vast  sums  expended  for  bridging  our  rivers 
in  all  directions,  for  railroads  and  highw»ys,  are 
the  willing  contributions  made  by  commerce  for 
facilities  nearly  identical  with  those  furnished  by 
uniform  connections  of  gauge.  Yet,  where  a  break 
at  the  Miami  river  would  not  be  tolerated  by  an 
Ohio  railroad,  the  same  road  may  perhaps  cross 
a  dozen  others  of  dijfercnl gauge.  Roads  projected 
into  unoccupied  districts  having,  as  was  supposed, 
A  choice  ef  gauge,  aro  found,  in  a  few  years,  involv- 
ed  in  numerous  connections  with  other  similar 
works, — the  offshoots  of  other  systems — and  oi 
conflicting  gauge.  Canada,  which  wa.s  believeq 
to  be  entirely  independent  of  a  foreign  gauge,  will 
connect  with  the  New  England  gauge  at  the  Mon^ 
treal  Bridge  ;  and  with  the  "  common,"  the  Ne\V 
York  and  Eric,  and  the  "  Ohio"  gauges  atNiagar.-^ 
Falls— all  different  from  her  own.  West  of  thd 
Mississippi  also,  where  the  railroad  system  is  al-j 
ready  committed  to  the  5%  feet  gauge,  the  road^ 
projected  from  the  Illinois  system  and  entering 
Iowa  at  Rock  Island,  will  extend  a  disturbing 
gauge.  ••   ^..  J 

The  evasion  of  the  test  of  continuous  connec- 
tions, practiced  by  many  advocates  of  the  widt 
gauge  (7,  6,  b%  <"■  5  feet)  is  worthy  of  illustra- 
tion. We  never  knew  an  advocate  of  an  obstruc- 
ting gauge  who  did  not  claim  "  a  limit  to  the  per- 


iod of  motion  of  the  rolling  stock,"  or  that  "  rol- 
ling stock  must  be  kept  under  proprietary  super- 
vision," or  something  to  the  same  effect.  But  how 
different  from  the  implied  sense  of  these  restric- 
tions are  the  operations  of  railway  traffic,  wher- 
ever freedom  of  movement  can  be  had.  The  re- 
port of  the  President  of  the  Ohio  and  Pennsylvania 
road,  (having  but  one  intersecting  road)  states 
that  the  cars  of  eleven  different  Ohio  railroads 
have  been  found  at  one  time,  in  its  yards  at  Pitts- 
burg. Some  of  these  cars  had  doubtless  come 
400  miles;  and  did  the  same  gauge  continue 
through  Indiana,  no  doubt  but  that  others  might 
have  come  from  Terre  Haute,  or  Chicago.  No 
expression  is  made  of  inconvenience  in  the  dis- 
tinction or  the  direction  of  these  cars,  but  on  the 
contrary  it  is  cited  as  an  illustration  of  the  advantages 
f  the  connections  enjoyed  by  the  Ohio  and  Penn- 
sylvania road.  And  such  it  is.  In  the  railroad 
depots  of  Boston,  the  freight  cars  of  nearly  all, 
and  the  passenger  cars  of  several  of  the  "  upper 
roads,"  extending  to  Lake  Champlain,  the  St. 
Lawrence  and  northern  New  Hampshire,  are  al- 
ways to  be  foand.  Such  illustrations  will  contin- 
ue to  grow  more  abundant  as  onr  roads  are  ex- 
tended. 

The  intervals  for  examination,  and  for  ordinary 
repairs  of  freight  and  passenger  cars,  occur  as 
well  in  a  continuous  as  in  a  reciprocating  move- 
ment The  passenger  and  freight  cars  of  the  New 
York  and  Erie  road  run  "  through,"  for  470  miles, 
and  the  freight  cars  run  to  Niagara  Falls  and  Buf- 
falo. The  wheels  and  axles,  the  boxes  or  springs 
of  a  car,  can  as  well  be  renewed  or  repaired  when 
it  is  full  as  when  it  is  empty.  The  body  of  the  car 
is  not  subject  to  frequent  or  extensive  repairs. 

We  regret  to  see  the  inconveniences  which  are 
daily  arising  from  breaks  of  gauge ;  breaks  which 
are  as  embarrassing  when  caused  by  a  difference 
of  two  inches  as  of  twenty. 

No  railroad  can  avoid  connections  unless  by  vol- 
untary exclusion,  or  by  natural  obstacles.  On  the 
contrary,  connections  are  sought  in  most  cases  as 
the  surest  bond  of  mutual  interests,  and  for  the 
promotion  of  public  convenience. 

Many  of  our  oldest  and  most  active  roads  have 
established  the  gauge  of  their  particular  sections 
of  country.  Projected  extensions  and  connections, 
which  arc  the  expression  of  railway  progress, 
must  be  made  with  groat  judgment  to  secure  the 
most  substantial  advantages  from  the  greatest 
number  of  tributaries. 

Ohio  may  be  mentioned  in  illustration  of  the 
extent  and  complication  of  railroad  connections. 
The  railroad  system  of  this  state  may  be  called 
external,  for  it  does  not  originate  or  concentrate 
within  the  state.  Unlike  the  system  of  Illinois, 
the  railroad  system  of  this  state  is  not  based  prin- 
cipally upon  a  common  point  like  Chicago ;  and 
unlike  that  of  Indiana  it  does  not  concentrate 
upon  a  single  interior  town  like  Indianapolis. — 
Ohio  is  the  intermediate  crossing  ground  for  all 
the  important  lines  of  road  connecting  New  York, 
Philadelphia  and  Baltimore,  each,  with  Chicago, 
St.  Louis  and  Cincinnati.  The  general  relation  o 
the  railroad  system  of  Ohio  to  that  of  the  whole 
country,  may  be  understood  at  once  by  fixing 
three  points  on  the  right  and  three  more  on  the 
lefl  hand  side  of  a  sheet  of  paper,  and  then  draw- 
ing three  lines  from  each  poin*  on  one  side  to  each' 
of  those  on  the  other  side.    These  lines  will  r^ 


present  the  general  direction  of  the  routes  be- 
tween the  three  great  eastern  and  the  three  great 
western  cities ;  the  focus  of  one  set  of  lines,  and 
the  intersection  of  all  the  others  being  within 
Ohio. 

Yet  the  gauge  of  Ohio  is  different  from  that  of  all 
the  states  on  her  eastern  and  on  her  western  bor- 
ders. How  long  will  it  take  to  discover  the  want 
of  uniformity  1 


Oblo  and  Pei»B«)rl^*»i»  Railroad* 

We  give  in  another  column  a  statement  which 
places  the  financial  condition  of  this  company  in 
a  very  favorable  light.  The  success  of  this  pro- 
ject ought  to  satisfy  all  the  parties  who  have  con- 
tributed toward  its  construction.  As  an  evidence 
of  sagacious  management,  we  refer  to  the  propo- 
sition for  a  sinking  fund  for  the  purpose  of  retir- 
ing the  Income  bonds  as  they  fall  due.  It  is  one 
of  the  first  propositions  of  this  kind  proceeding 
directly  from  a  company.  We  hope  and  expect  to 
see  the  ex  imple  generally  followed.  The  earnings 
of  our  rail  oads  will  allow  the  establishment  of 
such  funds  in  almost  every  instance,  and  still  have 
a  sum  suffix,  ent  for  a  satisfactory  dividend.  Such 
a  coarse  woi  '  1  have  a  much  greater  influence  in 

putting  w;jprict's  than  to  divide  the  total  earnings, 
without  reference  to  future  liabilities.  If  our 
companies  failed  to  make  suitable  provision  for 
the  ultimate  payment  of  their  debts,  when  con- 
tracted, it  is  fortunately  not  too  late  to  correct 
their  mistakes.  Their  loans  are  mostly  on  long 
time,  leaving  ample  opportunities  for  the  ad- 
option of  measures  to  secure  their  final  liqui- 
dation. That  one  mistake  has  been  made  is  no 
excuse  why  they  should  commit  another ;  but  is 
an  additional  reason  why  they  should  retrieve  the 
first. 
Vlcksburg,  Slireireport  and  Texas  Railroad. 

The  Savannah  News  states  that  Col.  Wm.  Q. 
Bonner,  of  Milledgeville,  has  been  appointed 
Chief  Engineer  of  the  Vicksburg;  Shreveport  and 
Texas  Railroad,  and  will  soon  enter  upon  the  du- 
ties of  that  office.  Z^-  .-;.:V  »V}?,>  , 

Albany  and  Saaqachanna  Railroad. 

Hon.  Levi  Dimmick,  of  Binghampton,  has  been 
appointed  one  of  the  Directors  of  the  Albany  and 
Susquehanna  Railroad. 

SEPTIMUS  NORRIS  > 

CIVIL,  MECHANICAL  *  CONSULTING  KNG 

OFFERS  hU  senrices  to  Railroad  Companias  and  Enginoer.-- 
to  provida  them  with  Plana  and  Proportions  of  Locnnio 
lives  for  burning  cojl  or  woo<l ;  calling  the  a ttentioo  of  £iu^- 
neern  and  Railroad  Managers  to  bis  New  Patent  Boiler  for 
btiming  Anthracit  Coal ;  also  Plans  for  Depot  Buildings, 
Railroad  Tools,  and  all  kinds  of  Machinery  appertaininjr  to 
Railroads  ;  he  will  also  tuperiDtend  personally  the  constrnction 
and  building  of  any  Locomotives  they  may  order,  in  this  <x  any 
other  city,  so  as  to  insure  the  Comi>anie8  receiving  good  ma- 
chines and  faitliflil  workmanship. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
neer upon  many  of  our  nio«t  important  Roads,  In  their  Loca- 
tion, Building  and  Equipment,  and  for  the  last  20  years  prac ti 
cally  engaged  in  the  Manufacture  of  Locomotives,  feels  satis- 
fied, he  can  saxe  the  Companies  wlw  may  think  proper  to  en- 
foge  his  services,  many  dollars,  and  loss  by  receiving  irnpeifect 
machines,  which  have  been  buiH  and  put  together  hastily. 
Address  to  Na  28  Summer  st,  Philadelphia. 


A.  B.  Warford, 

Chief  Engineer,  Susquehanna  Railroad,  Harriaburg,  Pa^ 
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EW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolation 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  tiherein  mentiooed :— •,  .^^^^   . 
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ENLARG3MENT  OP  ERIE  CANAL— EASTERN 
DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Utica,  until  Monday, 
the  9th  day  of  October  next,  at  10  o'clock,  a.  m., 
lor  the  following  described  work : — 

Amount  ot 
Description  of  Work.      Penalty  in         Time  of 

Bond.         Completion. 
Section  No.  16 $7,600 1st  April,  -1866. 

yf  OD    .    •    •   •       ••••  0,OUU.>.«  fj 

Jl  Of        •■••  ••••  Oy^^){}     •      •     •     •  11 

.  „    67 7,000....     „  1867. 

...   „    58 9.500 

;  „    69 6,000.... 

'  '   „    60 6,000.... 

61 6,000....      „ 

o  „    02 12,400 , 

'    „    75 6,100....     ;,  1856. 

.  .   „    78 6,800.... 

•  '-«  „    181 6.300....      „  1857. 

;:•  ,,   132 6,800.... 

i  „   133 6,000.... 

Lock  No.  34 6,600.... Ist  July.  1856. 

38 6,000....  „ 

/•^ff^:        40 6,200....         :.'i, 

42 g  200 ....  "  T 

Waste'Weir  on  Sec.  120.  l',200. . . .  1st  April,  1855. 
Bridge    Abutments    on 

Sections  15,  16  and  ■ ..    .v,L.  '. 

17 2.500....  Ist  July,  1865. 

Bridge   Abutments    oil 

Sections  36  and  37.. .    1,300 ^  -. 

Bridge    Abutments    on  ,   ,    ,:       . 

Sections  57,   58   and      ':      -•       ■ 

59  and   Main    street 

Bridge  at Fultonville.  3,000,...  „     1856. 

Bridge    Abutments    on 

Sections  60,   61   and       -  '  '      ' 

62 2,000....        J  t* 

Bridge    Abutments    on 

Sections  76  and  78. . .    1,500....  „     1865. 

Bridge    Abutments    on 

Sections  111,  116.  121 

and  122 2,000.... 

Bridge    Abutments    on 

Sections  132  and  133.      900....  „    1856. 

Culverts  on  Sections  59 

and  60 1,200 -  ^     „ 

Culverts  on  Section  75 .      600 ....  Ist  April,  1856. 
Culvert  at  Van  Vran- 

ken's  OD  Section  18 . .  300 ....  Ist  July,  1865. 
Culverts  on  Sections  112 

and  121 1,100....  1st  April,  1856. 

Culverts     on    Sections 

131,132  and  133....  1,200.. ..  Ist  July,  1856. 
Completion  of  PhiJIips' 

Aqueduct 1,300 ....  1st  April,  1855. 

BLACK  RIVER  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  at  Lyons  Falls  until  Thursday,  the 
12th  day  of  October  next,  at  10  o'clock  a.  m.,  for 
the  following  described  work : —     ^    j.. .,  - .  ^. 
Reservoir  at  Wood  Hull 

Lake S3,700 ....  Ut  Oct.,   1855. 

Reserv'r  at  N'rth  Br'nch 

ijaRe  ....  «...  .... ..  o.uuO . . . ..I-   ^f"  ••■^m"' ' 

11   Lock  Houses  from  ■■''/;'' 

Boonville    to    Lyons  '• '»     r  •    ..* 

Falls 1,000 .        „   '. 

Sluices    around    Locks 

No's.  34  to  69  inclus  .   2,900 ....  1st  Aug.    1865. 

MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  Satur- 
day, the  14th  day  of  October  next  at  10  o'clock 
in  the  forenoon  for  the  following  described 
work : — 

Section  No.l96 S6,400 ....  1st  April,  1857. 

196 4,300 , 

197 7,200.... 

Centre  Port  Aqueduct. .   3,400 „ 

Port  Byron       do.         .   7,000....  „ 

OSWEGO  CANAL. 
%alcd  proposals  will  be  receiyed  at  tb9  J^- 


» 
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gineer's  Office  in  the  village  of  Fulton  until  Mon- 
day, the  16th  day  of  October  next,  at  10  o'clock 
A.M.,  for  the  following  described  work  : — 
Section  No.  3  below  Sa- 

lina $4 ,000....  A p'l  15th. If 57. 

Section  No.  4  below  8a- 

lina 7,400...,  « 

Part  of  Sections  14  and  '    ■'^ 

15,  Gascon  Rapids..  .12,700 —  „ 

Part  of  Sections  16  and 

17,  above  Phoenix. . . .   6,400 .... 
Part  of  Sections  17  and 

18,  above  Phoenix  .  . .   7,700. . ..  „ 
Part  of  Sections  22  anil 

23,  Morscman  level . .   6,600 „ 

Section  27  at  Fulton. ..   6.000....  „ 

CAYUGA  AND  SENECA  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
Tuesday,  the  17th  day  of  October  next,  at  10  o'- 
clock A.M.,  for  the  following  described  work  :  — 

Section  No.  9 S7,200 1st  April.  1856. 

10 8,500.... 

Dam  and  Guard  Gate  on 

Section  10 5,600...,       ,     „ 

Culverts  on  Sections  1 

to  5  inclusive 2,200 ,. 

Road  and  Farm  Bridge 

Abutments    on    Sec-  ^ . 

tions  1,  4  and  10 2,300.... 

ENLARGEMENT  OF  ERIE  CANAL— WEST- 
ERN DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion  until  Wed- 
nesday, the  18th  day  of  October  next,  at  10  o'clock 
A.M.  for  the  following  described  work,  between 
Lock  port  and  Rochester: —         «     ,      | 

Section  276,  with  penalty  in  bond  bf S9,000. 

277,  „  „         „     , 6,700. 

278,  „  ,,         „     „       , 7,000. 

279,  „  „         „     7,600. 

280,  , ,      ......   8,400. 

281,  ,,         ,,         „     ,,       ,)••••    9,200. 

282,  „  „         „     ,.       „  ....   6,700. 
28o,     ,.          ,,         1)     I)       .»••••    4,lUi;. 

316,  „  „  „  „  „  •...  6,600. 

317,  ,,  ,,  „     ,,  ,,....  o,oUU. 

318,  ,,  ,,  ,,     ,,  !,••••  9,400. 

319,  „  „  „     „ 9,300. 

320,  „  „  „     „  „  ....  9,200. 

322,  „  „  „  „  ,,....10,100. 

323,  „  „  „  „      „ 8,000. 

324,  „  „  „  „  „....    7,700. 

325,  .,  „  ,)  „  ,.••••   7,100. 

326,  „  „  „  „  „  ••••   9,400. 

327,  ,,  „  „  ,,       , 7,600. 

328,  „  ,,  „  „  „  •••-   8,800. 

329,  „  „  ,,  „  »  •  •  •  -   9,700. 

330,  t$ '■'.■■:»  II  11  ,,....13.000. 

331,  „  „  „  „  „....   8,600. 

332,  ,,  ,,  ,,  „       » 8,600. 

333,  „  „  „  „  „  ....12,200. 

,,       834,  ,,  „  „  ,,       „ 13,000. 

,,       335,  ,,  „  „  ,,       „ 8,000. 

,,       336,  „  ,,  „  „       , 6,000. 

Bridge  Abutments  on  Sections  276  to  283, 

inclusive 3,600. 

Bridge  Abutments  on  Sections  316  to  329, 

inclusive 7,300. 

Bridge  Abutments  on  Sections  330  to  336, 

inclusive 6,400. 

Culverts  on  Sections  276  to  283  inclusive. .  6,200. 

316  to  3-20         „       . .  5.600. 

322  to  329        ^      ..  8,000. 

,',                 „         330  to  336    ■ "  ii;y    ■  •  4,000. 

„        306               .-^-Jf.  ..  1,000. 

Waste  Weir  on  Section  330               \;^     . .  600. 

Iron  superstructure  of  Genesee  st.  Bridge, 

Buflf. 1,500. 

The  superstructure  of  Genesee  street  Bridge 
and  the  Culvert  on  Section  306  to  be  completed 
by  the  1st  day  of  April,  1855,  and  the  remainder 
of  the  above  work  by  April  Ist,  1856.         :'  , 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  aad 
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every  kind  of  work ;  and  no  proposition  not  thus 
defined  will  bo  received  or  acted  upon;  and  no 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  insertiMl. 

Every  proposal  shall  be  accompacicd  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same  ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  s.ime.  or  has  any  .igrcemont  or  un- 
derstanding to  become  iutuiestcd  in  any  contract 
that  may  be  made  in  pjrsuance  of  such  proposal. 
I     Every  proposal  for  work  or  materials  embraced 
in   the  above  statements  shall   be   accompanied 
i  with  a  bond  to  tlic  people  of  thi.s  State,  in  the  pen- 
i  alty  specified  opposite  each  kind  of  work  in  said 
'statement,  and  which  bond  shall  be  signed  by  the 
I  party  making  such  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  ju»>ufy  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisor  of  the  town,  and  the 
County  Clerk,  or  the  Couuty  Judge  of  the  coanty 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner^until  the  whole  work,'which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  he  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  excessive 
and  disadvantageous  to  the  State,  they  may  de- 
cline all  the  sail  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  a.s  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as 
may  be  exhibited  at  the  several  offices  prior  to  the 
letting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  tbe  materi- 
als, and  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  persons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  liim,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  boods 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  Icttings. 

Dated  at  Albany,  Sept.  13th.  1864 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,      i  Canal  Comm'rs. 
CORNELIUS  GARDINIER,) 

JAMES  M.  COOK.  Comptroller. 

JOHN  T.  CIiABE,  Sute  Eng.  and  Sarveyor. 


1 
I  ■ 


■V 


608 


AMERICAN    RAILROAD    JOURNAL.. 


Z£RAU  COLBURN, 

■':,  ENGINEER  and  AGENT 

FOE  tbc  Posigii,  Coiiatrucliua,  Vuluutiun  aud  Purcliaiic  ul^Lu- 
comutivuii  aiiii  Kailroad  Miichiiiery.  \ 

Olf^rn  tiis  seivicoM  to  Bailruad  Oun)|>uaic3  in  ei'her  of  tnc^o 
ilepartnieuu,  having  luiit(  exiKih'iiice  aiiU  Uie  b*sa\.  lUcilitiud  fur 
all.  > 

K*  0OJI30LTI!(a  EXOISKEK  llO  will  lulvisiO  08  t'l  tilL-  valik;  ur 
attoptatioii  of  any  ayvtciii  of  uiutivu  power,  and  t°uriii«b  ti^aw- 
uig;>,  eriti:nata)  auil  apccidcaiioii^  tor  any  arraut^muut  of  engine. 

Aa  AOTiNa  EsoiJiiBR  he  wiU  suiioriuteud  tlie  coualru^tioii, 
S'lrvey,  or  rccuuaUuctioii  of  auy  railroad  uiacliuiury,  and  ;itar 
autoe  satisfUcCory  reaulti  ; 

As  UONTaACTlSO  Knginkkk,  liuvjni;  connecliuii  uiti  the 
vaoil  reliable  and  succeiMlul  manat'accurtirH,  liu  will  ■!<.'({: >tuite 
for  the  purchase  of  Locomotives  of  tlio  very  l>edt  couatrfctiou 
and  proportions.  Alao  Wheois,  Tires  and  Repair  iiho/i  Ma- 
chinery. 

Uaviajf  much  ejcperieiice  iu  PaUait  Busines:!  lie  will  undi  rtake 
tba  preparatioQ  of  Urawinga,  £ipeciticatioiis,  Applications  for 
Patent  or  Ouveat  and  other  papers  necessary  tor  iiiv«iitoi«.  lie 
is  able  to  give  matorial  axsi^taueo  in  bringing  iaveatioiia  Si  id  iin- 
provemenu  in  Hailrood  Mauhiuury  into  titvorable  iiotic&^ 

CHILLED  TIRES   FOR   LOCOMOTIVE   DRIV- 
ING WHEELS. 

Zerah  Colbiira  retains  the  priouipul  ageucy  for  the  sa  e  and 
right  of  use  oC  this  valuable  iiuprovemeut,  and  will  liira  sh  the 
most  substautiat  guarantees  of  its  Safety,  Durability,  A  hewou 
and  great  EcoNOMr. 

(9itlce,  3d  door  American  Railroad  Jounia)  Uiiil<liiig, 

No.  0  iipruci*  Biroe  , 
.,'.■•  ■.'.'■"  A'eoi    I'ork. 

RBFKRENCES. 

The  New  Jersey  Locomotive  and  Machine  Co, 

Jain<M  iactcson,  Prett't.,  Patcrson,  M.  J. 

Ouaa.  W,  Elliott,  Vice  Prea'l  ,  61*  Beaver  otr.,  N.  Y. 

Uenry  V.  Poor,  E>q.,  Editor  Uailroad  Jouroal,  New,  York. 

Oeo.  O.  Phclp:!,  PruVt.  Oal,  Lack  and  Western  R.iib  ).id. 

Oeo.\V. Whistler,  Vic    Prus't  New  York  it  New  Um,  eti  ILU. 

Willi'jni  Raymoud  Lee,  E»<).,  Bo^Jtou. 

Boiih  ic,  Lobdell,  Wiluiiiigtou,  l>eL 

OUver  U.  Uyde,  Esq.,  Mayor  City  of  Detroit. 

,       NUGENT'S  COLLEGa 

ENGINEERS  AND  MECHANICS! 

-•"■'■■  Public  Square,  CltT eland,  Ohiu.        ' 

E.   NuoK.NT,   C.   E.,    Priiuipal. 

THE  dusigii  of  this  Instilulioii  is  to  atford  young  m  m  an  op- 
portunity oru:quiring  a  kaowled^fe  of  the  pr  fersioii  of 
C.vii  Eogineeriiig,  and  to  Mechanics  and  'i'ruilesinui  a  suuud 
theoretical  and  practical  kiiONVlcdge  of  .M.itheiiiatic4  Arcliilei^ 
tural  aud  Mechanical  Krafling,  Pl.iiii  and  Orimmenti  .1  Pliiiiihii- 
ship,  4(0.  < 

Por  further  particulars  address  tite  Priiici^iuL 


Mew  York  aud  Erie  H^.  K. 

On  and  after  Wednetday,  ISept.  ■iHth,  and  until  furfjier  Dotk;c 
PASSENGER  TRAlN:t 
will  leave  Pier  foot  of  Duane  street, 
as  fbllows,  vii! :  — 

BorPALO  KXPRIC33,  at  6  a.   m.  for  Bulfalo.       j 
DcNKiRE  Express,  at  6  a.  m.  for  Dunkirk.  I 

Mail,  at  i)i  a.  m.  Ibr  Dunkirk  and  Butfalo,  anil  (ntenncdiate 

stations. 

RoccLASD  Passrmocr,  at  Z)<i  p.m.,  (from  foot  tif  Cluunbcrs 

Street)  via  Piermont,  for  Suffern  and  intermediate  stations. 
Wat  Passcngsr,  at  4  p.  m.,  for  OtLsvilie,   and  Intermediate 

stations. 
NiOBT  EXPRRSS,  at  i)i  p.  ui.  tor  Dunkirk  and  (uflakj 
Emiqramt,  at  a  p.m.,  for  Dunkirk  and  Buttuio  abd  intermedi- 
ate Stations. 
On  Sundays  only  one  Express  Train— at  6!^  p.m. 
These  Express  Trains    connect   at  Butt'alo    with   Urst-class 

splendid  Steamers  on  Lake  Erie    for   all  ports  on  tlie  Lake  ; 

and  at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland, 

Ciucinnati,  Toledo,  Detroit,  CliicaK",  etc. 

D.  C.  McCALLUM,  Uweral  Sup't. 


For  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  bore  aud  20  inches  stroke  complete  in 
all  respects  aud  finished  in  the  best  manner.  Has 
been  iu  use  abuut  six  mouths. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
jul.l4  29  tf.J  or  7-4  Broadway,  New  York. 

Rensselaer  Polyteclinie  In- 
stitute. 

DESIGNED  for  the  education  of  AKCHtficTS   and  Civil 
Ei«oiSB«E8,— including  Railwoy,  Hydraulic,  Topographi- 
cal aiid  Mining  Engineers. 

For  copies  of  the  Annual  Register,  giving  full  information 
respectiiig  the  Institute,  apply  tu 

a.  FRANKLIN  GREENE,  Director,  R.  P.  /. 
32  3m]  Troy,  New  York. 

F\f\r\  TONS  No  X  Gloiigamock  Scotch  Pig  Iron  in  lou  to 
t/Wvf  nuit  purchasers  tor  ssle  by 

NAYLOR  Si.  CO. 
90  and  101  Juhn  st. 
N.  B.— The  above  Iron  coostaotly  Imported.  [32  tC 


Buffalo  Maehlnery  Depot. 

BUFFALO,  N.  Y. 
H.  C.  BROWN,  Sup't.  J.  W.  HOOKER,  Proprietor 

I  AM  prepared  to  furnish  aud  will  keep  constantly  on  hand 
flroni  the  best  manuCirturcrs  a  ftiU  stock  of  Machinist*'' 
I'tnt.^  for  railroail  aixl  otiier  shons';  such  as  Engine  aud  Hand 
Lathes,  Large  Driver  Lathes,  Ciir  Wheel  Boring  Mills,  Power 
and  Hand  Planers,  Drill  Pra-^.-'Os,  Punch  and  Shears,  Axtu  Lathes, 
Power  Wlieel  Presses,  Bolt  Cutters,  &c. 

J.  W.  HOOKER,  Buffalo,  N.  Y. 
Fire.'   Fire f    Fire/ 

Preserve  your  books  in  one  of  Diiryee  t  Forsyths  celebrated 

Fire  King  Raft's,     They  are  perfectly  secure  and  excel  in  fliiish. 

J.  W.  HOOK  Ell,  Agent,  Buffalt. 

Kailroail  Track,  Su.'^peiision,  and  Depot  Scales,  Dormant,  and 

Portable  Warehouse   Scales,   Trucks,   Baggage  Barrows,  and 

Manifest  Presses. 

Buffalo  Machinery  Depot, 
General  Agency /or  Rochester  Scmlt  Worka. 
n.  0.  BROWN,  SupU.  J.  W.  «00K1«. 


l'.f?f- 


.va.y.'^•?Cl 


Railroad  Iron. 

2i^/\rv   TONS  Railroad  Iron,   54   to  60  lbs.  per  Ikiear 
,  U  U  U  yard     For  sale  by 

'  THEODORE  DEMON, 

26  ><  Broadway, 
Keu>  York. 
ContrAets  made  U  above  (br  Ralls  deliverable  at  Eiij^'lish  or 
American  ports  at  lowest  rates.  36  8t. 

Notice  to  Contractors. 

Cuiijr  Enoinf.er'.s  OrKicR,        ) 
Columbvs  Ga.,  Sept.  5th  1864.  j 

SEALED  PROPOSALS,  will  be  received  by  th« 
undersigned  at  this  otfice  until  the  1st  day  of 
December,  for  the  clearing.  Graduation,  Track 
Laying,  together  with  the  building  of  all  Bridges 
aiid  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  oovi-ritig  a  distance  of  130  miles. 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  luado  for  one  or  more 
of  these  sections.  Separate  Proposals  are  desired 
for  the  Track  Laying,  building  of  Bridges  and 
Culverts,  likewise  for  the  building  of  the  Tre.stle 
work  5}.j  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  th«!  iiUervening  swamps;  the 
Trestle  will  be  12  feet  high,  bu'lt  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  Rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Trii.ss  Pivot  Draw  io 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  undei  signed  upon 
a|)plicatioii. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  exaiuiuatioii,  and  ]>ar- 
ties  proposing  will  pleasts  de.signate  it  as  such 
upon  the  envelojie. 

The  Country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  from  Mobile  to  the  Riv- 
er (18.5  miles)  the  grading  is  light,  and  country 


very  healthy  at  all  seasons  of  the  year ;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Coni-cuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  either  side  with  provision. 

Payments  will  be  made  one  third  {}-^)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  beaming  (.08)  |ier  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
ceaso  and  become  common  Stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same,  for  di- 
vidends; the  balance  O^g)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus  Ga.  Mobile,  Ala.  or  in  N.  Y.  at  the 
option  of  the  holder. 

To  bidders  personally  unknown  to  the  under- 
signed. Bond  and  approved  security  will  be  re- 
qui  red ,  to  an  amount  not  exceeding  ( ^ )  the  amount 
of  the  contract,  for  the  timely  and  faithful  comple- 
tion of  the  same. 

22J2  miles  of  the  Road  from  Girard  west  will 
be  open  for  busine.«s  the  first  of  November,  and 
52  miles  (9)  mouths  thereafter.  It  is  the  intention 
to  have  the  entire  line  of  (245  miles)  open  for 
business  early  in  1858. 

8t.87  GEO.  S.  RUNEY. 


Port  Morris  Mannfactor|r. 

WESTCHESTER  COUNTY,  N.  Y. 

ARE  prepared  to  execute  orders  for  all  kinds  railroad  work 
and  have  on  hand  the  approved  Kailmad  Box  with  the 
raised  Journal  also  Car  Couplings  (Irt'Wi.-'  Patent)  and  Ral 
ehi»t  WrenchP"  from  $5  to  $10  each. 

All  orders  piiiictually  att<>nile<l  lo  by  addressinf,'  the  iil.nvfj 

M   C.  BAKElt. 
NB.  Long  Iron  Plannj;  done  on  reasoiiaMo  terni.s. 
37  em.  ■^   .1  •"       10«  Front  St.,  up  staifd  a 


NOTICE.;  / 

THE  Copartnciship  hcrctoK>re  existing  t>ctwe<«  the  under 
signed,  under  Uie  hriu  of  Smith  &:.  Tyson,  is  this  day  dis- 
solved by  mutual  consent.  Either'parUicr  is  authorized  to  set- 
tle the  business  of  the  conccra 

J.  HOPKINSON  SMITH, 
_   •     .    ;  V  ^'>,-      JilCUARD  W.  TYSON, 

'  .  .,-■.,■..■•.  No.  2d  South  Charles  str. 

B(dlimore,JufyUt,16U. 

'     '  _i ..^v  .'"■'■-}'' ;;v>-. 

Notice  of  Copartn^rslilp. 

THE  undersigned  have  this  day  formed  a  Copartnership 
under  the  finn  of  J.  Uopkinson  Smith,  in  which  Richard 
W.  Tyson  is  a  special  partner,  and  J.  Hopkinson  ;jmith  is  th« 
general  partner. 

J.  HOPKINSON  .<SMITH, 

lUCUABJ)  w.  rx&on. 

Baltimore,  July  1st,  1854.  .  . . .  r  ^        [33  3m 


Notice  of  Copai'tnerslilp. 

MR.  PETER  MARIE,  hcrefore  of  the  firm  of  DECOPPET 
&.  CO.,  has  this  day  formed  a  copartnership  with  Mr. 
RUDOLPH  KANZ,  (for  many  years  with  the  banking  hou.se 
of  Messrs.  L.  Von  Hotfniau  Sc  Co.,)  under  the  firm  of  MARIE 
Sl  K&NZ,  at  No  27  WlUiani  siieet. 

Their  attention  will  b«  devoted  to  the  purchase  and  sale  on 
Oonanission  of  Stixiks,  BouiU  and  Foreign  Uxthauge,  and  tu 
the  noMDtiation  of  Business  Paper. 
/feu  York,  Ist  Septenibtr,  1854.  36  8t. 

RAILROAD  SFIKES7~ 


;3^tF^- 


WROUGHT  IRON 

CUalrai  and  t^astenlngs.^ 

THE  undersigned  will  continue  lo  niatuifactuic  with  increased 
tkcilities,  HOOK  4;  FLAT  HEAD  RAILROAD  SPIKES, 
of  all  pjtterjjs,  WKOUGHT  and  CAST  CHAIRS  and  FAST- 
EM.NUS,  BOILKR  RIVETS,  BOLTS,  SHIP  and  BOAT 
SPIKES,  iLC,  &c. 

The  best  (juality  of  Rciinc<l  Iron  is  used,  aud  all  orders  filled 
with  despatch. 

3.  HOPKINSON  SMITH, 
So.  2u  Suuth  Churles  si. 

[33  U 


BV  Please  direct  the  iiamo  in  full, 
Baltimore,  July  isf,  1854.  '.':  ^J";'^ 


Steam  Engine  and  Blowing 
Cylinders  for  Blast  Furnace 
for  Sale. 

A8TEAM  ENGINE,  20  inch  oyUndcr,  and  five  feet  stroke, 
together  with  Blowing   Cylinders,  five  feet  diameter,  aiij 
bU  feet  stroke,  iu  perfect  working  order,  for  sale.    Apply  to 
EDW.  BECH  &  KUNHARDT,  b'i  Beaver  St., 
4.0r,  A .  TO  WAR,  A»«it  Pokeepsie  Iron  Works, 

23tf  Pokeepsie,  N    Y. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Comi«ny,  24  crate  cars 
adaptetl  to  Railroad  purpose,  which  will  Utsokl  at  a  rcas 
onable  prica     For  lUrther  information,  apply  to. 
8AAIUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  B.  Co., 
Or  BRIDGES  6c  BRO. 


19  tf 


C4  Courtlaud  St.,  New  York, 


Maclilnlsts^  Tools. 
SHRIVER  Sc  BROTHERS, 

Cumberland,  Maryland, 

(on  Baltimore  ^  Ohio  R.  R,  midway  Oetueen  Baltimore  and 
the  Ohio  River)  - 

MANUFACTURERS  of  ^n^ineZia/Afs,  Planing  Machines, 
Drill  Presses,  Hand  Lathes,  and  other  Machinists  Tools. 
These  tools  are  biiilt^n  a  superior  manner,  from  the  very  best 
materials,  and  are  particularly  adaptetl  for  railroad  shops  anil 
all  others  requiring  first  rate  machinery  Our  location  is  very 
advantageous  for  shipping  work  to  the  West  or  South.  Orders 
and  communications  receive  prompt  attention.  Address 
SHRIVER  4;  BROTHERS,  FxUton  Works, 

Cumberland,  Maryland. 
August  VUk^ViU  ^32.  em 
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FREDERICK  ALGAR,  No.  11  Clemenis  Lane,  they  reached  the  enorraous  amount  of  S2,000,000, 

Lombard  St ,  London,  is  the  authorised  European  aosnt  for ;        .  _  ,      ,  ,^      j        > 

tbe  Journal.  |as  it  may  become  a  question  whether  the  director), 

are  not  liable,  if  not  to  the  holders  of  the  spurious 
stock,  to  the  company.  It  is  also  important 
that  the  sumi,  in  which  the  issues  were  made 
should  be  known,  as  well  as  the  parties  who  re- 
ceived them,  that  the  public,  or  a  jury  it  need  be, 
may  judge  whether  from  the  relations  such  parties 
sustained  to  Mr.  Schuyler,  they  took  with  an  ac- 
tual or  implied  notice  of  the  fraud.  Sueh  are 
soTTie  of  the  questions  which  the  directors  should 
have  answered.  The  public  want  something  more 
than  the  re-announcement  of  the  fraud.  They  want 
to  know  all  the  circumstances  attending  its  com- 
mission, as  aids  toward  forming  a  correct  opinion 
as  to  the  liabilities  involved.  :   ;   1-:^  ..: 

The  only  fact  that  the  directors  oflfer  In  srf/  vin- 
dication is  the  previous  character  that  Mr.  Schuy 
ler  enjoyed  for  "perfect  himor  and  integrity." 
Judged  by  their  standard,  Mr.  Schuyler  may  have 
been  the  man  described;  but  with  men  of  another 
standard  he  was  a  very  diSerent  one.  To  hold 
the  office  of  Premlent  of  a  road,  and  to  be  private- 
ly interested  in  a  contract  for  its  eonstruction, 
as  it  is  generally  believed  Mr.  Schuyler  was,  is^in- 
Hew  York  aud  New  Haven  Railroad.  jcompatible  with  "perfect  honor  and  integrity," 
Below  we  give  the  report  of  the  Directors  of  and  Is  so  regarded  by  the  public,  which  had  pro- 
the  New  Haven  Company  in  reference  to  the  re  'nounced  a  different  judgment  from  that  of  the  di- 
cent  overissues  of  ii.*  stock  by  its  late  President,  rectors  long  before  the  final  catastrophe.  It  was 
Mr.  Schuyler,  with  a  Zej'aZ  opinion  that  the  Com- {well  known  that  Mr.  Schuyler's  path  had  been 
pany  are  not  liable  therefor. .  strewed  with  the  fleshless   skeletons  of  the   roads 

The  report  contains  nothing  that  the  public  did  'with  which  he  had  been  connected.  By  sagacious 
not  know  within  three  days  after  the  fraud  was  men  the  fact  that  Mr.  Schuyler  bad  had  the  con- 
discovered.     It  merely  repeats  ihe  statement  then  trol  of  a  road,  was  considered  as  a  sufficient  rea- 
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put  forth  by  the  Directors  as  to  the  nature  and 
extents  of  the  frauds,  with  expressions  of  astonish- 
ment, that  a  man  of  the  vast  integrity  and  credit 
which  Mr.  Schuyler  enjoyed  could  commit  them. 

The  leport  is  characteristic  of  the  parties  mak- 
ing it.  It  is  a  studious  attempt  to  conceal,  if  not 
to  suppress  facts  material  to  be  known.  The 
fraud  having  been  committed,  somebody  having 
lost  money,  the  responsibility  created  is  the  great 
matter  to  be  determined.  The  public  wish  to 
know  when  the  over-issues  commeticed,  whether 
they  were  entered  upon  the  Books  of  the  Compa- 
ny, and  whether  the  Directors  could  have  discov- 
ered them  by  the  exercise  of  due  diligence,  before 


son  against  purchasing;  its  securities.  We  should 
like  to  have  the  directors  point  out  some  monu- 
ment of  his  marvellous  integrity ,  and  wonderful 
administrative  powers  of  which  they  speak  so 
eloquently.  We  think  the  history  of  the  New 
Haven  Railroad,  with  which  work  be  was  connect- 
ed ft"om  the  outset,  well  illustrates  the  degree  in 
which  Mr.  Schuyler  possessed  both  of  these  qua- 
lities. The  road  was  let  in  a  gross  contract ;  the 
contractors  to  do  the  engineering ;  both  evidences 
of  fraud  which  can  hardly  be  rebutted.  The  re- 
sult was  a  miserable  road  at  enormous  cost.  A 
faulty  construction  has  been  the  source  of  a  con- 
stant outlay  to  repair  and  correct  the  mischief 


that  had  been  done,  while  the  general  tone 
of  its  management  has  been  far  below  the  average 
standard.  The  capital  account  exceeds  nearly 
tvice  what  the  actual  cost  of  the  road  should 
have  been ;  the  balance  having  gone  into  the 
pockets  of  Schuyler  and  others.  As  Presideot 
and  Chief  Manager  of  the  road,  Mr.  Schuyler 
could  not  have  been  interested  as  contractor,  and 
have  made  a  large  sum  by  so  doing  without  a  pro- 
stitution of  his  office;  just  as  much  so  as  if  the 
Comptroller  of  the  City  should  enter  into  copart- 
nership with  contractors  upon  the  streets  or  public 
buildings.  The  ofltnce  is  not  quite  so  glaring  in 
one  case  as  the  other, — only  from  a  vitiated  public 
sentiment.  A  man  who  will  do  this,  is  not  only 
wanting  in  integrity,  but  in  a  decent  regard  for 
his  own  reputation.  A  President  of  a  road  whose 
sense  of  obligation  of  what  he  owes  to  his  posi- 
tion and  the  public,  is  so  weak,  that  he  will  secret- 
ly prostitute  that  position  to  his  private  advan- 
tage, will  do  a  worse  act  under  the  pressure  of  a 
greater  temptation  or  necessity.  The  apparent 
success  of  Mr.  Schuyler,  and  his  repute*  great 
wealth,  shielded  him  from  general  animadversion. 
Now  that  he  has  fallen,  the  public  tongue  is  loosed 
to  express  only  it«  previous  convictions.  He  was 
not  a  man  of  integrity.  He  was  a  versatile  pla\!- 
sible  man,  without  sagacity  or  judgment  as  his 
whole  career  shows.  We  should  like  to  know  one 
thing  which  he  did  that  was  well  done.  He  owed 
his  influence  to  the  fact  of  being  the  pet  and  fa- 
vorite of  a  rich  aud  powerful  clique,  by  which  he 
was  advanced  to  positions  of  great  trust  and 
emolument.  We  know  it  to  be  ungenerous  to 
speak  harshly  of  a  fallen  man,  and  would  aot  so 
freely  in  the  present  instance,  had  we  not  often  in 
the  height  of  bis  popularity  expressed  similar 
opinions  both  in  the  Jocrnal  and  otherwise. 

The  report  of  the  directois  is  accompanied  by 
the  opinion  of  two  able  lawyers  that  the  Com- 
pany is  not  liable  on  account  of  the  frauds — not 
for  the  stock,  for  the  reason  that  the  entire  amount 
authorized  had  been  previously  issued — nor  for 
the  money  received  by  Mr.  Schuyler,  for  the  rea- 
son that  if)  selling  the  spurious  stock,  and  in  re- 
ceiving money  for  the  same,  he  did  not  presume 
to  act  as  agent  of  the  Company.  There  is  no  fal- 
lacy in  this  reasoning  upon  the  prtmisei  assumed ; 
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and  upon  similar  premises,  \vc  took  a  similar  view 
of  the  case  in  au  article  in  the  Journal  of  the 
16th  of  July,  immediately  after  the  discovery  of 
the  fraud.  We  are  not  certain  that  the  opinion 
then  given  is  not  correct.  But  there  is  a  view  of 
the  case  which  we  did  not  th?n  present,  .ind  which 
is  not  presented  in  the  above  opinion.  It  is  un- 
doubtedly lair,  that  an  agent  can  bind  his  princi- 
pal only  within  the  scope  of  his  acknowledged 
duties.  But  if  the  principal  invcsis  the  agent  with 
such  powers,  mid  allotrs  him  to  travsart  his  l/u<,iness 
in  such  a  manner,  that  a  third  parlij  cannot  (liter- 
mine  between  a  fraudulent  or  authorized  act,  maif 
it  not  be  a  question  ivhcther  the  principal  be  not 
equally  bound  bij  both  ?  It  is  a  legal  maxim  that  a 
person  shall  not  be  relieved  from  the  consequen- 
ces of  his  own  wrong.  Thus  if  A.  U.  sell  a  horse 
belonging  to  C.  D.,  to  a  third  party,  C.  D.  stand- 
ing by,  and  not  protesting  against  snch  sale,  he 
is  bound  by  it:  not  that  A.  B.  was  his  agent,  but 
that  he  consented  to  the  wrongful  act.  The  opin- 
ion is  not  alluding  to  this  opposing  view  of  the 
case,  which  is  not  only  very  obvious,  but  very 
hard  to  answer,  nnist  be  regarded  as  c.t  parte ,-  and 
perhaps  might  have  been  directly  the  reverse,  had 
the  lawyers  been  employed  by  the  other  side.  It 
is  an  argument,  not  a  judgment  in  the  case ;  and 
as  such,  is  very  proper,  if  the  directors,  or  the 
company  seek  to  get  rid  of  liability. 

Another  fact  which  may  have  a  bearing  upon 
the  case  is  the  high  character  which  the  stockhol- 
ders had  previously  given  of  Mr.  Schuyler,  as  tes- 
tified by  his  long  continuance  in  office,  and  by  a 
direct  expression  of  their  opinion.  We  know  how 
resolutions  like  the  one  passed  in  his  favor  in  1849, 
are  got  up,  and  that  they  are  o(lt>n  a  part  of  the 
machinery  which  a  designing  man  uses  to  .accom- 
plish his  objects,  rather  than  the  unbiassed  opin- 
ion of  those  by  whom  they  purport  to  be  ofl'ered. 
The  resolution  referred  to  may  not  have  been  the 
act  of  one-  in  fifty  of  the  stockholdei  s ;  yet  it  must 
bo  taken  as  the  opinion  of  all,  as  bound  by 
the  proceedings  of  a  jiroporly  constituted  meeting. 
II  the  stockholders  have  held  Mr.  ScJini/ler  vp  to  the 
public  as  a  man  in  whom  extraordinary  cuvjidence 
was  to  be  placed,  are  not  the  public  justified  in  tak- 
ing their  certificate  of  the  good  character  of  their 
agent  without  further  inquiry  ?  If  their  acts  tend- 
ed to  allay  ordinary  suspicion  and  inquiry,  are 
they  not  to  be  bound  so  far  as  they  mislead  the 
public  ?  If  Mr.  Schuyler  had  been  an  agent  only 
recently  employed  by  the  company,  then  the  pub- 
lic might  have  justly  been  censurable  in  trusting 
too  credulously  to  a  new  man.  We  make  the  sug- 
gestions for  what  they  are  worth  without  assert- 
ing that  they  are  a  full  answer  to  thc^rguments 
presented  on  the  other  side.  ^ 

It  may  turn  out  that  the  holders  of  the  stock 
received  directly  from  Mr.  Schuyler  will  be  re- 
garded in  a  different  light  from  purchasers  at 
second,  or  third  hand.  As  between  these,  and  the 
holders  of  the  bona  fide  stock,  we  think  the  former 
entitled  to  the  greatest  sympathy.  We  think  the 
bona  fide  stockholders  deserve  a  moderate  punish- 
ment at  least,  for  the  entire  indifference  which 
they  have  manifested  to  tke  management  of  their 
property.  It  is  most  extraordinary,  and  more  in- 
explicable from  the  fact,  that  so  many  of  the  bona 
fide  stockholders  are  Connecticut  m^n.  We  do  not 
believe  there  was  ever  another  instance  in  which 


a  property  equal  to  SG,000,000  was  entrusted  to  a 
directory  owning  only  $20,700  of  it.     A  directory 
toe  compo.sed  neither  of  Clintons  nor  Fultons,  but 
men  whose  highest  ambition  is   to  serve   them- 
selves,  and  who  from  their  immense  wealth,  and 
the  pressure  of  their  own  affairs,  would  not  collec- 
tively have  given  a  day  of  genuine  service  to  the 
road,  at  the  price  of  all  the  stock  they  held.     We 
mean  no  other  reflection  than  that  men  who  have 
no  interest  in  an  important  work,  and  who  do  not 
expect  to  give  any  time  or  attention  to  it,  have 
no  right  to  bo  in  its  management,  and  would  not, 
if  they  possessed  the  highest  moral  sensibilities. 
The  object  and  result  of  all  such  sinecures  is  a 
fraud.    Men  are  constantly  importimed,  and  allow 
themselves  to  be  placed  in  influential  positions  in 
which  they  are  promised  au  entire  exemption  from 
all  labor  and  caro,  for  the  purpose  oC  adihns  credit 
to  a  company  or  scheme.     The  public  accustom- 
ed to  confide  in  such  men,  in  private  relations, 
transfer  such  confidence  to  the  institutions  or  pro- 
jects with  which  they  see  them  connected,  but  in 
the  service  of  which,  not  one  quality  which  secur- 
ed this  confidence  in  the  outset,  is  put  forth.      In 
other  words,  men  are  accustomed  to  sell  or  sire 
away  their  reputations,  to  aid  or  oblige  a  friend 
We  cannot  regard  the  connection  of  the  directors 
of  the  New  Haven  Company  with  this  road  in  any 
other  light.     The  result  in  this  case  places  such 
conduct  in  its  true  view.     Had  the  directors  felt, 
or  exercised,  an  ordinary  inteiest  in  the  road,  we 
do  not  think  it  possible  Mr.  Schuyler  could  have 
committed  his  fraud.    Had  he  been  closely  watch- 
ed, the  idea  would  never  have  entered  into  his 
imagination.      The  entire  immunity  he  enjoyed 
was  the  cause  of  his  fall ;   and  morally  the    di- 
rectors are  responsible  for  every  cent  that  has 
been  lost.   An  ordinary  vigilance  would  have  pre- 
vented any   such  loss.    By  becoming  directors 
they  assumed  to  exercise  such  vigilance ;  and  by 
not  doing  so,  they  have  been  guilty  of  a  direct 
breach  of  trust.        ','  •■  '     ..?  • 

If  stockholders  in  a  road  will  allow  themselves 
to  be  fooled  and  their  interests  trifled  with  in  the 
manner  that  the  New  Haven  stockholders  have 
done,  they  have  no  cause  of  complaint  save 
against  themselves.  If  they  will  put  in  as  direc- 
tors, men  who  have  no  interest  in  their  road,  and 
who  feel  none  in  its  success,  or  management,  they 
must  take  the  consequences.  They  must  have  for 
years  seen  that  they  have  been  most  outrageous- 
ly swindled  by  the  excessive  cost  of  construction, 
the  profits  of  which  must  have  been  pocketed  by 
somebody.  If  they  had  not  the  force,  or  did  not 
feel  sufficient  interest  to  see  where  the  money 
ostensibly  spent  in  construction  went,  we  do 
not  see  why  they  should  be  particularly  incensed 
at  the  last  catastrophe,  which  is  only  the  culmi- 
nation of  numerous  smaller  ones. 

But  we  have  said  enough.  Wo  will  now  pro- 
ceed to  the — 

REPORT. 

The  Directors  of  the  New  York  and  Ncvy  Haven 
Railroad  Company  submit  to  the  stockholders  the 
following  repoit,  in  relation  to  the  issue  of  fraud- 
ulent stock  by  their  late  President. 

Robert  Schuyler  was  first  appointed  the  Presi- 
dent of  the  company  on  the  19th  day  of  May, 
184G,  and  by  successive  and  unintcrmitted  elec- 
tions he  has  held  the  office  up  to  the  3d  day  of 
July  last,  when  he  sent  to  one  of  the  members  of 


that  period  of  eight  years,  and  up  to  the  discovery 
of  his  recent  frauds,  he  had  sustained  the  highest 
reputation  for  intelligence  and  integrity,  and  was 
particularly  distinguished  for  his  experience  and 
skill  in  the  construction  and  management  of  rail- 
roads. An  abundant  evidence  of  this  is  found  in 
the  eagerness  with  which  his  services  and  advice 
were  sought  on  these  subjects,  and  the  numerous 
lucrative  and  responsible  railroad  offices  he  has 
held  during  that  time,  and  the  powerful  influence 
he  has  always  exercised  in  their  government. 

While  President  of  this  company  he  was  of 
course  its  chief  executive  officer,  exercising  the 
principal  powers  of  the  corporation,  enjoying  the 
full  confidence  of  the  company  and  of  the  Direc- 
tors, who  never  had,  until  the  recent  discovery, 
the  slightest  doubt  of  his  perfect  integrity  and 
honor. 

As  some  evidence  of  the  estimation  in  which 
Mr.  Schuyler  was  held  by  the  stockholders,  we 
refer  to  the  following  reso'ution,  passed  unani- 
mously at  a  meeting  of  the  stockholders  held  in 
November,  1849. 

"  Resolved,  That  the  stockholders  have  entire 
confidence  in  the  President  and  Board  of  Direc- 
tors, believing  them  to  have  executed  the  impor- 
tant trust  committed  to  them  not  only  with  7.Q2A 
and  fidelitj',  but  with  high  intelligence." 

It  is  apparent  from  the  repeated  and  unanimous 
votes  by  which  Mr.  Schuyler  has  been  constantly 
re-elected,  that  his  conduct  as  President  has  met 
the  approbation  and  confidence  of  the  stockhol- 
ders. 

Mr.  Schuyler  was  also  the  Transfer  Agent  of 
the  company  from  the  commencement  of  its  oper- 
ations. The  company  being  a  Connecticut  cor- 
poration, its  principal  office  was  necessarily  in 
that  State. 

The  principal  part  of  its  business,  however,  was 
transacted  in  the  City  of  New  York ;  its  offices 
were  practically  there.  Its  principal  stock  ac- 
count was  kept  there,  and  Mr.  Schuyler,  when 
acting  in  that  capacity,  exercised  the  office  and 
duty  usually  intrusted  to  one  of  the  highest  offi- 
cers of  all  sue  I  corporations. 

The  provision  for  the  transfer  of  shares  in  New 
York  was  such  as  obtained  generally  in  that  city, 
except  the  greater  security  that  the  Transfer 
Agent  was  a  Director  and  PrcsideBt  of  the  com- 
pany, possessing  its  unlimited  confidence  and  that 
of  its  stockholders,  and  was  not  a  mere  clerk  or 
agent  employed  at  a  salary.  His  duties  and  pow- 
ers as  such  were  clearly  marked  out  by  the  By- 
Laws  of  the  company.  No  greater  guards  could 
have  been  thrown  around  the  execution  of  his  du- 
ties, unless  they  were  such  as  to  imply  entire  un- 
fitness for  any  position  of  trust ;  and  his  fall  struck 
the  Directors,  as  it  did  the  community,  with  pro- 
found astonishmeut. 

The  large  sales  of  the  company's  stock  had  at- 
tracted the  attention  of  one  or  two  of  the  Direc- 
tors as  early  as  the  29th  of  June,  but  no  suspici- 
ons were  entertained  by  any  one  of  Mr.  Schuyler's 
integrity,  or  that  anything  was  wrong  in  the  man- 
agement of  the  company,  until  the  forenoon  of  the 
3d  of  July,  1864,  when  a  member  of  the  Board 
met  Mr.  Schuyler's  legal  adviser,  on  his  way,  as 
he  said,  to  deliver  a  letter  to  the  Board,  inclosed 
in  a  sealed  envelope  addressed  to  another  Direc- 
tor, who  was  then  out  of  town.  The  bearer  of 
the  letter  intimated  that  it  contained  some  infor- 
mation in  regard  to  an  over-issue  of  stock,  but  de- 
clined delivering  the  letter,  and  it  was  not  receiv- 
ed by  the  person  to  whom  it  was  addressed  until 
the  next  day.  The  Director  with  whom  this  con- 
versation was  had  took  immediate  possession  of 
the  stock  ledger,  and  with  several  other  Directors 
spent  the  4th  of  July  in  examining  them.  The 
fraud  was  then  discovered,  and  notice  given  of  it 
on  the  morning  of  the  5th  of  July,  upon  the  sev- 
eral bulletins.  The  following  is  a  copy  of  the  let- 
ter : 

"NewIork,  July  3,  1854. 
"  Gbnti.emen  :  I  beg  to  resign  my  seat  in  the 
Board  of  Directors  of  the  New  York  and  New 
Haven  Railroad  Company,  also  the  office  of  Presi- 


the  Board  a  letter  resigning  his  office.    During  dent,  and  the  appointment  of  Transfer  Ageot  of 
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the  company.  Your  attention  to  the  stock  ledgtM 
of  your  company  is  essential,  as  you  will  find  there 
much  that  is  wrong.  The  details  can  be  furnished 
you  with  precision,  though  I  cannot  do  so.  In 
reference  to  tho  connection  of  these  transactions 
with  R.  &  Cr.  L.  Schuyler,  I  wish  to  make  my 
solemn  assurance  that  in  no  way  has  my  brother 
been  concerned  in  them,  nor  has  he  ever  known 
or  been  informed  of  them  ;  in  fact  there  wjis  no 
mode  in  which  he  could  obtain  information  except 
from  myself  and  I  have  ever  been  quite  as  care- 
ful to  keep  him  in  ignorance  as  any  other  person. 
He  could  not  even  have  ascertained  the  facts 
from  our  own  books  and  accounts  and  to  those  of 
the  New  Haven  Company  in  my  charge  he  had  no 
access.  "  Your  ob't  servant, 

ROBERT  SCHUYLER. 

"  To  the  Directors  of  the  N.  Y.  and  N.  H.  R.  R. 

A  notice  was  also  given  in  the  newspapers  on 
the  evening  of  the  5th  of  July,  in  these  words : 

"New  York  and  New  Ha\,en  Railroad  Com- 
pany.— At  a  meeting  of  the  Board  of  the  Directors 
of  this  company,  holden  this  morning,  it  has  been 
made  apparent,  on  a  hasty  examination  of  the 
stock  books,  which  have  been  kept  by  the  late 
President,  Robert  Schuyler,  as  Transfer  Agent  in 
New  York,  that  by  means  of  false  entries,  erasures, 
and  other  similar  practices,  an  issue  of  ilfegal  and 
fraudulent  stock  has  been  made  within  a  few 
months  past,  to  the  amount  as  nearly  as  can  now 
be  ascertained  of  nearly  twenty  thousand  shares, 
or  two  mill?ons  of  dollars.  A  rigid  examination 
will  immediately  be  made,  by  order  of  the  Direc- 
tors, of  the  books  and  papers  and  the  result,  when 
accurately  ascertained,  will  be  made  public. 

"  In  the  meantime  the  transfer  books  are  closed, 
by  order  of  the  Board. 

"  By  order  of  the  Board  of  Directors- 
"W.  W.  BOARDMAN,  President,  ;»ra /e»i." 

"  New   York,  July  5,  1864." 

The  Directors  also  took  legal  advice  as  to  the 
duty  devolving  upon  them  in  the  emergency,  in 
pursuance  of  which  they  appointed  a  committee 
to  examine  the  stock  accounts  of  the  company,  to 
ascertain  precisely  the  amount  of  capital  stock 
then  outstanding,  and  how  much  of  the  same  had 
been  fraudulently  or  improperly  issued,  and  make 
a  report  as  soon  as  possible.  As  soon  as  proper 
assistance  could  be  procured,  the  committee  en- 
tered upon  the  discharge  of  their  duties,  and  the 
result  of  their  investigation  is  contained  in  the  re- 
port herewith  submitted.  By  this  it  appears  that 
the  genuine  capital  stock  of  the  company  consists 
of  30,000  shares  of  $100  each,  amounting  in  all  to 
S3,000,000.  That  Mr.  Schuyler  has  issued  false 
certificates,  purporting  to  be  certificates  of  stock 
to  the  firm  of  R.  &  O.  L.  Schuyler,  of  which  he 
was  a  member,  and  also  has  fraudulently  issued 
other  like  false  certificates  to  other  persons  whose 
names  appear  in  the  Report,  amounting  in  the 
whole,  between  the  18th  October,  1853,  and  the 
3d  July,  1854,  inclusive,  to  17,732  shares.  Be- 
sides which  there  are  outstanding  certificates  in 
the  name  of  R.  &  G.  L.  Schuyler  covering  1,648 
shares,  and  in  the  name  of  R.  Schell  &.  Co.  160 
shares.  The  stock  which  these  last  certificates 
originally  represented  has  been  transferred  by  R 
&  Q.  L.  Schuyler  and  Schell  &  Co.  without  sur- 
rendering the  original  certifipates,  and  the  persons 
holding  these  certificates  hare  no  such  stock  to 
their  credit  on  the  books  of  the  companv.  Of  the 
fraudulent  stock,  9,283  shares  now  stand  upon  the 
books  ot  the  company  in  the  names  of  parties  to 
whom  they  were  transferred  and  issued  by  R.  & 
G.  L.  Schuyler.  Of  the  outstanding  certificates 
in  the  name  of  R.  &  O.  L.  Schuyler,  872  of  the 
1,648  shares  were  issued  after  they  had  overdrawn 
their  account,  which  first  occurred  October  18, 
1863.  And  those  in  the  name  of  R.  Schell  &  Co., 
160j;shares,  were  all  for  spurious  stock.  Much 
time  has  been  consumed  in  this  investigation,  but 
it  could  not  have  been  done  in  a  shorter  period. — 
The  Directors  believe  that  the  results  are  accura- 
tely ascertained,  and  that  the  report  presents  the 
facts  as  they  now  exist. 

An  exceedingly  important  question  arises  from 


tlii'se  facts.  Are  the  holders  of  these  false  certifi- 
cates of  shares  to  be  regarded  and  treated  as 
stockholders  of  the  company  1  Upon  this  subject, 
and  the  other  matters  connected  with  it,  the 
Board  submits  herewith  the  opinion  of  their  coun- 
sel. They  say  that  no  power  short  of  the  Legis- 
lature of  the  State  of  Connecticut,  with  the  as.sent 
of  the  stockholders,  can  increase  the  capital  stock. 
And  that  the  fraudulent  acts  of  an  oflicer,  so 
greatly  transcending  any  power  conferred  upon 
him,  or  which  the  Directors  or  the  company  could 
confer  upon  him,  do  not  bind  or  implicate  the 
company  in  any  way. 

With  these  facts  and  opinions  before  them,  the 
Directors  have  called  a  special  meeting  of  the 
stockholders,  at  tho  earliest  moment  the  By- 
laws would  allow  to  a.sk  their  advice  and  assis- 
tance. 

The  questions  ari-sing  are  so  interesting  and  im 
portant,  and  involve  so  great  an  amount  of  pecu- 
niary interests,  that  the  Directors,  whatever  may 
be  their  individual  views  as  to  the  duties  and  ob- 
ligations of  the  company,  decline  to  make  any  de- 
cision, or  to  express  any  opinion  in  regard  to 
them,  for  independent  of  any  doubt  of  their  power 
in  the  premises,  and  of  any  validity  to  be  accord- 
ed to  their  determination,  whatever  they  may  be- 
lieve justice  and  equity  to  require,  they  feel  them- 
selves concluded,  by  the  opinion  already  referred 
to,  from  taking  any  direct  action  upon  the  sub- 
ject, and  they  submit  the  whole  matter  to  the  ac- 
tion of  the  stockholders. 

Upon  one  point,  however,  which  is  in  the  na- 
ture of  a  preliminary  question,  and  which  must  be 
settled  before  the  others  can  be  legally  taken  up, 
there  appears  to  be  no  reason  for  a  difference  of 
opinion.  A  meeting  of  the  stockholders  must  be 
legally  constituted.  Hence,  who  are  the  legal 
members  of  the  corporation  and  entitled  to  vote 
at  its  meeting,  is  an  important  inquiry,  and  must 
be  answered  before  the  meeting  can  be  properly 
organized.  The  charter  describes  the  members 
as  holders  of  the  shares  of  the  capital  stock,  and 
this  capital  stock  it  limits  to  30,000  shares.  It 
then  declares  that  "  each  share  shall  entitle  the 
holder  thereof  to  one  vote." 

It  seems,  therefore,  that  none  but  the  holders 
of  the  original  30,000  shares  and  their  successors 
can  be  members  of  the  corporation,  and  authorized  to 
vote  at  its  meetings.  The  charter  and  the  by-laws 
of  the  company  direct  how  the  stock  shall  be 
transferred,  and  how  a  person  may,  by  such  trans- 
fer, become  the  successor  of  an  original  stockhol- 
der.' A  certificate  of  stock  is  only  evidence.  It  is  not 
the  stock  itself,  and  if  improperly  or  illegally  issued, 
whatever  other  effect  it  may  have  as  against  the 
company,  itdoes  notconstitute  the  holder  a  member 
of  tho  corporation  or  entitle  him  to  vote  at  its  meet- 
ings. The  proceedings  of  the  corporation  would 
be  vitiated  by  the  admission  of  those  who  are  not 
actual  corporators  to  the  privilege  of  voting ;  and 
the  Directors,  therefore,  have  been  compelled  to 
express  the  opinion,  which  they  and  their  counsel 
entertain,  that  none  but  the  original  stockholders 
and  their  legal  successors  can  vote  at  the  contem- 
plated meeting.  They  do  not  intend,  however,  to 
give  or  intimate  any  opinion  as  to  the  absolute 
ro  equitable  rights  of  those  who  hold  the  spuri- 
ous certificates,  but  simply  for  the  guidance  of 
the  presiding  oflScer  in  organizing  the  meeting, 
and  for  that  purpose  only,  to  determine  that  only 
the  holders  of  the  original  capital  stock  and  their 
successors,  as  they  appear  on  the  books  of  the  com- 
pany, and  by  the  investigations  already  referred 
to,  can  be  admitted  to  vote.  The  Directors  also 
wish  it  to  be  distinctly  understood,  that  they  do 
not  design  to  express  or  intimate  any  opinion  as 
to  the  couree  proper  to  be  pursued  by  the  corpor- 
ation relative  to  the  fraudulent  issue  of  stock. — 
That  is  a  question,  the  determination  of  which 
belongs  to  the  stockholders  collectively. 

The  unfortunate  defection  of  Mr.  Schuyler  in- 
duced the  Board  to  institute  an  immediate  and 
careful  examination  into  the  pecuniary  affairs  of 
the  company.  With  the  assistance  of  a  skillful 
book-keeperjthc  accounts  of  Treasurer  have  been 
carefully  examined  and  found  to  be  correct — and 


properly  vouched  for.  The  Bond  account  has 
also  been  examined,  and  it  is  found  that  lor  all 
the  Bonds  issued  by  tlie  company  the  company 
have  received  the  proi)er  consideration  in  money, 
except  for  a  small  amount,  which  were  hypotho- 
ticated  as  security  for  a  note  given  to  raise  funds 
to  meet  other  Bends,  which  note  will  be  paid  at 
maturity  and  the  Bonds  returned.  With  the  ex- 
ception of  the  fraudulent  issue  of  stock  already 
mentioned  the  Directors  have  not  been  able,  n}K>n 
careful  examination,  to  discover  anything  wrong, 
or  any  attempt  at  fr.iud  on  the  part  of  Mr.  Schuy- 
ler in  the  affairs  of  the  company,  with  the  excep- 
tion of  two  acceptances  ofSlO.OOO  each,  purpor- 
ting to  have  been  drawn  by  R.  &  G.  L.  Schuyler  • 
on  the  company,  and  accepted  by  R.  Schuyler  as 
President.  These  were  not  transactions  of  tho 
company,  and  the  avails  of  the  drafts  were  never 
realized  by  it — and  as  the  transaction  was  out  of 
the  common  course,  and  he  had  no  authority  to 
accept  for  the  companj',  or  to  pledge  its  credit  as 
security  for  his  firm,  the  Directors  have  ordered 
their  Treasurer  not  to  pay  them,  and  will  resist 
their  collection  if  it  should  be  attempted.  In 
view  of  the  great  interests  involved,  and  of  the 
probabb  consv'quences  suspended  upon  the  pro- 
ceedings of  the  approriching  lueceting,  the  Direc- 
tors beg  leave  to  urge  upon  every  one  entitled  to 
take  part  in  its  proceedings  to  be  present,  in  order 
that  the  course  which  wisdom  and  justice  shall 
require  may  be  adopted. 

By  order  of  the  Board  of  Directors, 

WM.  W.  BOARDMAN,  Presi.lent,  pro  tern.. 
Netc  York,  Sept.  13,  1854. 

■'  OPINION  OF  COUNSEL.  '" 

Our  opinion  has  been  requested  by  the  New 
York  and  New  Haven  Railroad  company,  as  to 
their  liability  for  the  excessive  and  unauthorized 
issue  of  stock  by  Robert  Schuyler,  its  late  Presi- 
dent and  Transfer  agent  in  New  York. 

The  facts,  as  detailed  to  us,  are  substantially 
these  : 

The  company  was  incorporated  by  the  Legisla- 
ture of  the  Sute  of  Connecticut,  in  May,  1844. — 
The  charter  contains  this  clause  : 

"  V>  2  That  the  capital  stock  of  said  company 
shall  be  two  million  of  dollars,  with  the  privilege 
of  increa-sing  the  same  to  three  million  of  dollars., 
and  to  be  divided  into  shares  of  one  hundred  dol- 
lars each  ;  which  shares  shall  be  deemed  person- 
al property,  and  be  transferred  in  such  manner 
and  at  such  places  as  the  by-laws  of  said  company 
shall  direct." 

Immediately  after  the  organization  of  the  com- 
pany the  following  rules  were  adopted  by  tho 
Board  of  Directors,  under  this  section,  regulating 
the  transfer  for  its  shares  : 

"  The  Principal  Transfer  Office  shall  be  in  th« 
city  of  New  Haven,  but  transfer  agencies  may  be 
established  in  the  cities  of  New  York  and  BosUm 
by  resolutions  of  the  Board  of  Directors,  and  all 
transfers  of  stock  at  any  office  shall  be  made  un- 
der and  in  compliance  with  such  rules  and  regula- 
tions, and  by  such  instrument  of  assignment  and 
transfer  (which  neeS  not  be  under  seal)  as  may 
from  time  to  time  be  made,  ordered  and  appoint- 
ed by  the  Boaixl  of  Directors.  Certificates  ol  stock 
shall  be  in  such  form,  and  issued  under  such  rules 
and  regulations  as  the  Board  of  Directors  may 
from  time  to  time  appoint  and  direct ;  bat  when  a 
certificate  of  stock  has  been  issued  to  any 
stockholder  no  second  or  duplicate  certificate  shall 
be  issued,  and  no  transfer  of  the  stock  shall  there- 
after be  made  or  permitted  without  the  surrender 
of  said  certificate,  urUcss  the  same  shall  be  lost  or 
mislaid,  and  then  only  on  special  resolution  ot  the 
Board  of  Directors  and  in  compliance  witli  the 
rules  and  regulations,  conditions  and  stipulations, 
as  to  the  renewal  of  certificaU.'s  lost  or  mislaid, 
which  may  be  adopted,  imi>osed  and  required  from 
time  to  time  by  the  Board  of  Directors." 

Schuyler,  being  the  President  of  the  company, 
was  appointed  the  Transfer  agent  in  New  York  ; 
similar  agencices  beitjg  established  in  New  Haven 
and  Boston.  Soon  afterwards  the  capital  was  iu- 
creased  to  three  millions,  as  authorized  by  the 
section  alieady  quoted ;  the  whole  of  which  was 
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paid  iu,  and  scrip  cerliticjites  issued  for  the  shares 
to  the  rcHpectivo  owiierH.  The  capital  has  thas 
stood  at  three  millions,  beyoud  which  it  could  not 
be  increased  without  ao  act  of  the  Legislature  of 
Connecticut,  for  nearly  ten  years.  In  the  autumn 
of  1863,  and  8ub8e<inently,  Schuyler,  acting  as 
Transfer  agent,  having  blank  certificates  of  stock 
in  his  possession,  for  the  purpose  of  transferring 
existing  shares,  when  the  old  certificates  should 
be  surrendered,  made  an  illegal  issue  of  cerlillc- 
ates,  purporting  to  represent  shares  in  the  compa- 
ny, without  the  knowledge  or  authority  of  the 
Board  of  Directors,  or  any  member  of  it ;  nor  pri 
or  valid  certificate  of  shares  being  surrendered. — 
These  illegal  certificates  were  in  the  same  form, 
and  signed  in  the  same  manner  as  the  valid  certi- 
tjcales,  with  the  name  of  "  R.  Schuyler  Transfer 
Agent;"  it  having  been  the  uniform  usage  of  the 
company  to  affix  no  name  to  their  stock  certifi- 
cates, other  than  that  of  their  Transfer  Agent  at 
the  place  where  the  transfer  was  made.  These 
certificates,  to  the  amount  of  nearly  $2,000,000, 
were  issued  to  R.  &  G.  L.  Schuyler  (a  firm  in 
which  he  was  a  member,)  and  to  other  persons  to 
whom  they  assigned  them,  and  were  used  by 
Schuyler  in  bis  own  private  business,  or  in  that  of 
the  firm  ;  chiefly  by  borrowing  money  upon  them 
and  pledging  them  as  collateral.  None  of  the 
transactions  in  these  shares  were,  ostensibly,  or  re- 
ally for  the  benefit  of  the  company ;  nor  in  pass- 
ing them  did  Schuyler  profess  to  act  as  the  Presi- 
dent or  Transfer  agent  of  the  company,  but  simply 
for  the  firm,  aa  the  owner  of  the  shares.  Each 
certificate  was  for  a  large  number  of  shares,  and 
those  issued  to  the  firm  were  generally  delivered 
with  blank  powers  of  attorney  to  transfer  the 
stock,  signed  by  Schuyler,  in  the  name  of  his 
firm,  without  being  actually  transferred  on  the 
books. 

Upon  these  facts,  we  are  of  opinion, 

I.  That  these  certificates  of  stock  are  illegal  and 
void,  and  that  they  confer  upon  the  holders  no 
rights  aa  stockholders.  If  the  Board  of  Directors 
had  originally  used  a  like  excesaivo  number  of 
shares,  their  act  in  so  doing  would  have  been  il- 
legal and  void,  and  these  can  stand  on  no  better 
ground.  Indeed,  the  holders  of  th«m  are  in  a 
much  worse  condition  than  the  holders  of  such 
shares  would  have  been. 

II.  That  the  company  is  not  bound  to,  and  that 
it  cannot,  lawfully,  recognize  or  adopt  them,  as 
representing  shares  in  the  company,  or  as  entitl- 
ing the  holders  to  any  of  the  rights  of  sharehold- 
ers The  Board  of  Directors  could  not,  by  any 
vote  or  resolution  whatever,  increase  the  stock  be- 
yond the  three  millions  ;  their  power  on  that  sub- 
ject was  exhausted  when  they  brought  it  up  to 
that  sum,  and  any  efibrt  to  go  beyond  it,  would  not 
only  have  boeninvalid,  butaviolation  of thecharter 
warranting  a  forfeiture.  It  follows  as  a  necessary 
consequence,  that  no  subordinate  agent  of  the 
conapany  could  do  what  the  Board  of  Directors  it- 
self could  not,  and  that  the  Board  of  Directors 
have  no  power  to  ratify  or  confirm  any  act  which 
they  could  not  originally  perform.  The  power  to 
admit  the  holders  of  these  illegal  shares  as  owners 
of  stock,  requires  not  simply  their  admission  as 
stockholders,  but  the  power  to  reject  and  exclude 
an  equal  number  of  shareholders  from  their  rights 
as  such.  If  the  holders  of  illegal  shares  are  en- 
titled to  come  in  at  all,  it  is  as  stockholders  iu  a 
company  with  a  stock  of  three  millions  ;  they  re- 
ceived the  shares  as  such  and  not  aa  shares  in  a 
capital  of  five  millions,  and  their  just  rights  in  that 
event  require  the  ouster  of  an  equal  number  of 
lawful  shares,  so  as  to  keep  the  capital  within 
three  million.  It  is  quite  obvious  that  the  compa- 
ny have  no  power  to  do  either  of  these  things. 

III.  That  the  unauthorized  and  illtgal  act  of  the 
Transfer  Agent  in  issuing  these  certificates  to  his 
own  firm,  and  raising  money  upon  them  for  his 
and  their  own  use,  does  not  create  any  debt  or 
any  legal  obligation  against  the  company.  He 
was  only  the  agent  of  the  company  to  issue  new 
certificates  of  stock  for  the  three  millions  of  its 
lawful  capital,  whenever  certificates  previously  is- 
sued were  surrendered.     His  agency  did  not  ex- 


tend, nor  could  it  lawfully  extend,  to  the  creation 
of  new  shares.  No  such  power  had  been  confer- 
red upon  the  company,  and  of  course  it  could  not 
be  conferred  upon  him.  He  was  not  empowered 
to  sell  or  transfer  new  shares,  but  simply  to  trans- 
fer the  old  ones,  and  a)l  beyond  this  was  a  plain 
excess  of  power  and  an  obvious  illegality.  A  cor- 
poration in  never  responsible  for  the  unauthorized 
and  unlawf\il  acts  of  its  officers,  transcending  their 
corporate  powers,  though  done  colore  officio.  To 
fix  the  liability,  it  must  appear  that  the  officers 
were  authorized  by  the  charter  to  do  the  act,  or 
that  it  was  doue  bona  jidt  in  pursuance  of  a  gen- 
eral authority  in  relation  to  the  subject  of  it,  or 
that  it  has  been  adopted  or  ratified  by  the  corpo- 
ration ;  where  it  is  a  matter  within  the  corporate 
authority. 

In  the  case  of  a  general  agent,  his  acts  will  be 
binding  on  the  principal,  though  he  violates  his 
particular  instructions,  provided  the  acts  done  in 
violation  thereof  come  within  the  general  scope  of 
his  authority.  But  it  cannot  be  said  that  an  act 
extending  beyond  the  subject,  and  of  course  be- 
yond the  limits  of  the  agent's  authority,  can  be 
valid  when  it  also  transcends  the  power  and  au- 
thority of  the  principal  himself,  and  more  especi- 
ally when  in  thus  transcending  the  authority  of 
the  principal,  it  is  at  the  same  time  illegal  and 
against  the  policy  of  the  law. 

IV.  It  follows  fifom  these  views,  that  the  Board 
of  Directors  has  no  more  authority  to  recognize 
the  holders  of  these  illegal  certificates  as  creditors 
of  the  company  for  the  amount  advanced  upon 
them,  than  it  has  to  admit  them  to  the  rights  of 
Stockholders. 

The  Directors  of  a  Corporation  have  no  power 
to  appropriate  its  ftmds,  or  to  give  an  obligation 
to  pay  an  illegal  claim  which  is  made  against  it. — 
This  was  settled  by  the  Court  of  Appeals  in  the 
case  of  Halsitad,  V8.  The  Mayor  of  New  Yo---k, 
(  3  Coast.  R.,  430,)  where  the  Corporation  of  this 
city  gave  its  drafts  to  the  Corporation  Counsel  to 
pay  the  costs  ot  defending  a  suit  against  some  of 
the  Aldermen  who  had  done  an  act  in  which  the 
city  was  not  interested,  ip  violation  of  law,  the  de- 
fense having  been  assumed  by  a  resolution  of  the 
Common  Council.  It  was  held  that  the  drafts 
were  void,  even  in  the  hands  of  a  third  party.  If, 
therefore,  the  Directors  should  apply  the  funds  of 
the  company  to  pay  these  advances  without  the 
consent  of  the  lawful  stockholders,  they  would  be 
liable  for  misappropriating  the  company's  proper- 
ty, and  if  they  should  give  the  company's  bonds 
for  the  amount  they  would  be  void,  and  no  recov- 
ery could  be  had  upon  them. 

V.  That  all  the  holders  of  the  lawful  stock 
should  consent,  the  Board  of  Directors  might  re- 
cognize holders  of  the  illegal  shares  as  creditors 
for  the  sums  advanced  upon  them,  and  might  pay 
or  give  the  bonds  of  the  company  for  the  amount; 
so  if  a  like  consent  was  given  they  might  be  re- 
cognized as  stockholders;  but  in  order  to  do  this 
an  act  of  the  Legislature  of  Connecticut  would  be 
necessary,  to  increase  the  capital  so  as  to  include 
the  whole  number  of  legal  and  spurious  shares,  or 
to  reduce  the  original  stock  so  as  to  bring  it,  after 
adding  the  spurious  shares,  vritbin  the  prescribed 
limit  of  three  millions.  In  no  other  way  can  this 
be  lawfully  done. 

Wm.  Curtis  Noyes, 
George  Wood. 
New  York,  August  9,  1864. 

Backets  Harbor  andiSaratoga  Railroad. 

At  the  annual  meeting  of  the  stockholders  of 
this  road  held  at  the  office  in  Saratoga  on  the  12th 
inst.,  the  following  gentlemen  were  elected  the  di- 
rectors for  the  ensuing  year  : 

W.  Coventry  H.  Waddell,  Otis  ClJ4)p,  James  M. 
MarTin.  Charles  E.  Clark,  P.  Somerville  Stewart, 
Robert  John  R.  Briggs,  James  HoUister,  J.  Beek- 
man  Pinlay,  Lyman  R.  Lyon. 

The  Chief  Engineer  reported  on  the  progress  ot 
the  w»Tk  of  construction,  that  1600  men  had  been 
employed  during  the  last  month  and  the  amount 
expended  was  about  $60,000  and  that  the  force 
was  being  increased  as  men  coold  b«  obtained. 
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BY    ZERAH    COLBURN. 

Proportions  of  the  Cylinders,  and  their  Relations 
to  the  Boiler. 

There  are  several  reasons  why  a  locomotive 
cylinder  should  be  proportionally  small  in  diame- 
ter and  long  in  bore,  rather  than  the  reverse.  In 
the  engines  of  William  Norris,  of  Philadelphia,  this 
principle  of  proportioning  the  cylinders  has  been 
carried  out  to  a  considerable  extent,  and  with 
great  success.  As,  however,  its  general  adoption 
has  not  been  efiected,  and  as  the  principle  has  not 
been  generally  discussed,  (even  if  recognized)  by 
locomotive  builders,  its  consideration  comes  with- 
in the  scope  of  the  present  series  of  articles. 

The  advantages  of  the  application  of  the  princi- 
ple stated  may  be  thus  enumerated. 

Less  relative  waste  of  steam  in  the  steam  pas- 
sages and  cylinder  ends ;  by  reason  of  the  double 
circumstance  of  the  less  frequent  recurrence  of 
the  admissions  of  steam,  and  the  smaller  capacity 
of  ports  and  diminished  diameter  of  cylinder. 

Less  relative  loss  of  time  in  changing  the  motion 
of  the  piston,  as  compared  with  the  duration  of 
the  whole  stroke. 

By  allowing  of  driving  wheels  of  proportionately 
increased  diameter,  a  given  tractive  power  can  be 
exerted  with  greater  ease  of  motion;  and,  proba- 
bly, by  thus  increasing  the  eflective  value  of  all 
the  steam  used,  with  greater  speed  and  a  conse- 
quent actual  increase  of  the  tractive  power. 

The  cylinder  being  smaller  in  diameter,  there  is 
less  pressure  on  the  cylinder  head ;  and  consequent- 
ly, with  outside  connected  engines,  less  tendency 
to  sinuous  motion.  This  tendency  arises  from  the 
reaction  of  steam  from  the  pistons  upon  the  cylin- 
der heads ;  and  when  the  pistons  are  moving  in  op- 
posite directions,  is  exerted  to  throw  the  forward 
end  of  the  engine  alternately  to  each  side  of  the 
track.  This  tendency,  and  its  practical  effbcts, 
have  been  previously  considered. 

With  a  smaller  diameter  of  cylinder,  the  steam 
from  a  given  boiler  may  be  worked  at  a  higher 
pressure ;  thus  allowing  the  engine  to  be  woiked 
with  greater  expansive  action,  and  corresponding 
economy  of  steam,  for  a  given  amount  of  power. 

In  practice,  a  long  stroke,  even  with  a  corres- 
pondingly increased  wheel,  will  start  a  train  quick- 
er, go  faster  up  grade,  and  control  the  train  in 
descending,  more  than  the  opposite  proportion  of 
cylinder.  ■t>s\Ai.\uf^\  V i  '  ;  j  •- > ^i.:#r^.l■  ;  v.>;. 

There  is  an  advantage  also  in  the  fastening  of  a 
long  cylinder  as  compared  with  a  short  one ;  the 
connection  with  the  frame  and  smoke-box  being 
made  upon  a  greater  extent  of  surface. 

The  pistons  are  lighter  and  do  not  wear  as  much 
as  when  they  are  larger  and  heavier;  and  the 
weight  of  the  cross  heads  and  crank  pins,  included 
among  the  disturbing  weights  of  the  engine,  is 
less,  and  requires  less  counterbalancing. 

The  objections  to  the  long  cylinder  of  small 
bore  are  comparatively  trifling,  and  have  not 
formed  a  bar  to  the  ase  of  such  cylinders.  It  is 
rather  the  habit  of  making  all  engines  with  a 
stroke  of  18  or  20  inches, — a  habit  confirmed  by 
the  former  habitual  preference  for  the  inside  con- 
nected engine,  with  which  a  long  crank-throw 
would  be  inconvenient  and  imsafe. 

It  should  be  understood  that  the  most  direct 
method  of  securing  the  majority  of  the  advantages 
of  the  long  stroke  is  by  proportioaat«ly  enlargiog 
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''the  driving  wheel.  Uuless  for  a  very  level  road, 
the  proportion  ottAree  times  the  length  of  stroke  for 
the  diameter  of  wheel  is  very  good  for  passenger 
engines.  For  a  generally  level  road  and  for  fast 
trains  it  would  be  better  to  depart  from  this  pro- 

'  portion  only  by  retaining  a  24  inch  stroke  and  en- 

■  larging  the  driver  to  7  feet.      ■  .'     ,' •  ■ '', 

But  with  the  inside  connection  a  Ion?  stroke 

'  aud  large  wheel,  would  place  the  boiler  very  high, 
making  the  engine  unsteady  ;  it  would  cut  down 
the  available  height  for  the  chimney,  and  the 
crank  would  be  perpetually  in  danger  of  breakage. 
Hence,  the  inside  connection,  by  keeping  down 
the  size  of  the  driving  wheel,  has  kept  the  stroke 
of  18  or  20  inches  in  use. 

It  is  of  course  an  obvious  principle  in  the 
application  of  steam  that  the  expenditure  of  steam 
should  be  considered  as  the  amount  used  in  a  giv- 
en tirne,  and  at  a  given  density.  Yet,  there  are 
frequent  cases  wherein  the  allowance  of  boiler 
room  is  based  upon  the  amount  of  steam  usedin  a 
given  distance,  as  a  mile.  New  £ngland  builders 
have  been  deterred  from  enlarging  the  cylinders 
and  reducing  the  size  of  the  drivers  of  their  loco- 

:  motives,  to  adapt  them  to  the  heavy  grades  of  the 
eastern  roads,  partly  from  an  anticipation  that  it 
would  be  difficult  to  supply  sufficient  boiler  room 
without  crowding  the  work,  or  making  the  engine 
enormously  heavy.  They  have  not  recognized 
the  fact  that  although  such  an  engine  might  use 
double  the  quantity  of  steam  used  by  their  present 
engines,  in  going  one  mile,  it  might  be  nearly 
twice  as  long  on  the  journey,  and  hence  require  a 
boiler  of  no  greater  evaporative  power  per  hour. 
While  the  volume  of  steam  used  per  mile  in  the 
powerful  Winans'  engines  is  over  twice  that  used 
by  the  standard  freight  engine  of  the  eastern 
roads,  their  boilers  are  not  30  per  cent,  larger  in 
heating  surface  and  steam  room,  and  the  whole 
weight  of  the  engine  is  not  above  20  per  cent, 
greater.  The  New  England  engines  run  20  miles 
an  hour;  the  Baltimore  engines  12.  Thus,  by 
sacrificing  a  little  to  speed,  the  Baltimore  engines 
afford  double  the  effective  capacity  of  the  New 
England  engines,  and  with  but  little  increase  of 
the  weight  of  engine  or  cost  of  running. 

I  have  talked  with  eastern  men  engaged  in  the 
superintendenee  of  motive  power,  who  did  not  be- 
lieve that  the  useful  effect  of  their  engines  could 
be  doubled,  even  by  reduced  speed,  without  doub- 
ling the  size  and  weight  of  the  engines.  Of  course 
they  would  not  receive  such  an  application  of  the 
doctiine  of"  heavy  engines.'  But  the  Baltimore 
and  ©bio  road  carry  over  83  feet  grades,  daily 
trains  of  double  the  weight  taken  on  similar  grades 
by  the  Western  Railroad  of  Massachusetts. 

Yet  their  engines  weigh,  in  ail,  but  five  tons 
each,  more  than  the  eastern  engines,  and  have  no 
greater  weight  upon  any  single  wheel  than  have 
the  latter  class. 

These  facts  illustrate  a  useful  principle  govern- 
ing the  relation  between  the  cylinders  and  boil- 
er. A  -:  ":':■  :^., 

It  is  common  at  the  East  to  provide  exactly  the 


miles  running  with  a  freight  trjun."  True,  but 
the  freight  engine  is  nearly  twice  as  long  in  going 
25  mUes  as  the  passenger  engine  is  in  going  40, 
and  its  hourly  evaporation  is  consequently  but  one 
half,  or  perhaps  liro  tkirds  as  great .  The  passen- 
ger engine  burns  one  cord  an  hour,  while  the  freight 
engine  with  the  same  sized  boiler,  burns  two-thirds 
of  a  cord. 

It  is  an  isiperfect  view  of  the  proportions  of 
boilers  that  has,  along  with  the  preference  for  the 
inside  connections,  kept  large  driving  wheels 
out  of  use  in  New  England.  No  road  entering 
Boston  has  over  b%  feet  driving  wheels  on  any 
engine.  The  Western  road  has  but  two  engines 
having  over  63^  Ait.  t  whee!s,  which,  with  one  on 
the  Boston  and  Maine,  a  few  on  the  Hartford  and 
Springfield  and  on  the  Norwich  and  Worcester, 
comprise  ail  running  within  the  State  exceeding 
the  limits  above  si^^cified.  Every  one  of  these  en- 
gines is  outside  connected,  and  three  of  them  are 
'  long  stroke,"  Neglecting  the  pro(K>rtions  of  boil- 
er due  to  a  high  wheel  and  quick  sjwed,  ithas  been 
found  difficult,  with  the  preferences  of  the  build- 
ers, to  originate  power  enough  to  make  the  large 
wheel  "  work." 

Although,  with  a  given  cylinder,  a  large  wheel 
develops  less  volume  of  steam  in  going  a  mile,  it 
is  true  that  to  get  any  benefit  from  the  increased 
size  of  wheel,, viz;  greater  speed  with  a  given  train, 
more  steam  must  be  used  per  hour  and  a  larger  boil- 
er is  necessary. 

Hc<«r  Torlc  as    a    MauufacturlNH'  Cltj^.-'Oar 
Roada  to  tbe  Coal  Regions. 

In  any  other  coimtry,  the  growth  and  rank  of 
New  York  would  be  remarkable.  A  city  whose 
simple  element  of  growth  is  commerce,  being  nei- 
ther a  national  nor  provincial  capital ;  enjoying 
neither  the  collection  nor  administration  of  the 
national  revenues ;  having  no  natural  monopoly  of 
valuable  products ;  and  employing  no  important 
amount  of  productive  industry,  to  become  the 
greatest  and  richest  city  of  a  continent,  is  indeed 
demonstrating  a  great  fact  in  the  philosophy  of 
cities.  ■   '         ■    .     ,..---.      .  ■!, 

New  York  is  an  cr^hange,  and  by  no  means,  to 
any  essential  extent,  a  workshop.  Drawing  no  dis- 
tinctions between  the  dignity  of  commerce  and 
that  of  labor,  it  is  safe  to  say  that  the  manufac- 
tured materials,  which  form  a  part  of  our  com- 
merce, could  not  be  produced  here  without  adding, 
threefold  to  our  population,  and  largely  to  our 
wealth. 

It  needs  no  efforts  on  our  part  to  convince  any 
one  of  the  great  influences  which  manufactures 
exert  upon  tbe  communities  which  conduct  them. 
If  New  York  shotdd  acquire  the  important  ele- 
ments of  manufactures,  if  she  should  place  her- 
self in  advantageous  connection  with  raw  materi- 
als, fuel  and  food, — manufacturing  industry  would 
certainly  collect  here,  and  capital  would  immedi- 
ately find  new  and  productive  employments. 

9ur  present  purpose  is  to  cot^ider  the  channels 
which  are  now  likely  to  effect  such  connections; 
to  indicate  their  length,  physical  features,  and  the 


progress  of  their  construction  ;  and  to  exhibit  the 
same  sized  boiler  for  a  given  cylinder,  whether  the  extent,  variety  and  importance  of  the  manufac- 


engine  is  to  have  a  4>^  or  b%  feet  wheel,  and 
whether  it  is  to  go  40  or  16  miles  an  hour.  If 
anythmg,  the  slow  engine  receives  the  larger  boil- 
er. The  buildir  says  "  the  one  c  ngine  will  go  80 
miles  with  a  passenger  train,  upon  one  cord  of 
wood,  while  the  other  will  require  a  cord  every  26 


turing  elements  which  they  are  likely  to  supply  to 
our  city. 

Scranton,  in  Luzerne  County,  which  may  be 
considered  as  the  center  of  the  great  Northern 


These  distances  are  by  the  routes  over  which  the 
coal  of  the  Lackawanna  region  will  reach  us. 

From  Scranton  61  miles  south  cat<t,  to  the  cros- 
sing of  the  Delaware  River,  forms  the  "Southern 
Division'  of  the  Delaware,  Lackawanna  and 
Western  Railroad,  one  of  the  most  quiet  and  sub- 
stantial enterprizes  among  its.  This  portion  of 
their  road  is  in  active  construction  and  is  expect- 
ed to  be  in  operation,  and  in  continuoas  connec- 
tion with  New  York  by  Jui:c  1st,  lb5S.  26  miles 
of  the  rails  will  be  laid  before  the  close  of  tbe 
present  season,  and  the  remainder  as  soon  as  the 
frost  shall  permit  in  the  s,  ring.  Scranton  being 
in  the  center  of  the  Lackawanna  Valley,  the  coal 
trains  will  be  made  up  on  the  summit  18  miles 
south-east,  from  whence  not  only  over  the  remain- 
ing distance  to  the  Delaware  Rivr,  but  to  New 
York,  the  ascending  grale  will  inns  here  exceed 
22  feet  per  mile.  Returning  with  •  nipty  trains 
the  ascending  grade  will  be  75  feet  per  mile  for  12 
miles.  Considered  with  reference  to  its  working 
capacity,  the  road  has  a  favorable  profile,  much 
more  so  than  would  have  been  inferred  by  any 
one  from  a  general  knowledge  of  the  country  tra- 
versed. The  route  adopted  is  tbe  result  of  tbe 
most  careful  examinations,  and  the  favorable 
grade  is  obtained  by  the  construction  of  two  tun- 
nels, and  of  several  high  embankments  and  deep 
cuts. 

There  is  probably  no  road  in  the  country  which 
will  exceed  this  portion  of  the  Lackawanna  and 
Western  Road  in  solidity  and  durability.  The 
rail  is  of  75  and  80  lbs.  weight  per  lineal  yai  J. 
The  sleepers  are  but  18  inches  apart  between  cen- 
ters, and  the  whole  road  bed  is  to  be  ballasted 
two  feel  in  depth  with  broken  stone.  The  gauge 
of  the  track  is  six  feet.  Already  have  the  Com- 
pany purchased  or  contracted  for  engines  of 
greater  weight  and  power  than  are  in  use  on  any 
other  roads  in  the  country. 

The  company  are  grading  their  road  for  a 
double  track.  The  progress  of  the  w  irk  has  been 
rapid  cunsidering  the  nature  of  the  obstacles  en- 
countered. The  whole  line  passing  through  dense 
forests,  and  requiring  about  2,400,000  cubic  yards 
of  i-arth  and  609,000  cubic  yards  of  rock  excava- 
tion, requires  a  large  force  for  its  construction. 
By  tbe  last  report  ef  E.  McNeill,  Esq.,  the  Com- 
pany's Chief  Engineer,  nearly  2,400  men  and  over 
300  horses  were  then  engaged  on  the  work.  Socb 
a  force,  employed  in  the  month  of  Janu^ary, 
shows  the  company  s  determination  to  have  their 
work  completed  at  the  earliest  possible  day. 

From  the  crossing  of  the  Delaware  River,  18 
miles  to  New  Hampton  summit,  on  the  New  Jersey 
Central  Road,  forms  the  Warren  Railroad  of  New 
Jersey.  This  road  is  under  contract  to  be  finish- 
ed at  the  same  time  as  the  Southern  Division  of 
the  Lackawanna  Road.  It  preserves  tbe  same 
gauge  and  ruling  grade,  and  will  be  of  the  same 
substantial  construction  as  the  latter  work.  This 
portion  of  the  line  has  two  tunnels,  and  heavy 
earth  and  rock  work. 

From  New  Hampton  Summit  the  distance  to 
tide  water  at  Elizabetoport  is  48  miles, and  to  Eliza- 
bethtownon  the  New  Jersey  Railroad,  46  miles.  This 
distance  is  by  the  New  Jersey  Central  Railroad  now 
in  operation,  the  ruling  grade  of  which  as  before 
stated   is  but  22  feet  for  loaded  coal  trains.     An 


Coal  Basin  of  Pennsylvania,  is  witbia  125  miles  of  extra  rail  will  be  laid  on   this  road  to  conform 
tide  water,  and  140  miles  from  New  York  City,  with  the  gauge  of  tbe  Lackawanna  Road.         .  | 
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The  Delaware.  Lackawanna  and  Western  Rail- 
road Company  have  a  perpetual  contract  with  the 
"Warren  and  the  New  Jersey  Central  Railroad 
Companies,  to  carry  their  coal  trains  to  tide  water. 
The  latter  company  have  obligated  themselves  to 
r  lay  a  second  track  of  six  feet  gauge,  whenever  the 
annual  through  tonnage  of  the  Lackawanna  road 
shall  reach  400,000  tons  per  annum.  The  New 
Jersey  Railroad  and  Transportation  Company 
have  also  sigiiiSed  their  willingness  to  lay  an  extra 
rail  ui)on  their  road,  to  carry  the  wide  gauge 
from  Elizabethtown  to  Jersey  City.  -    • 

In  a  few  months  the  whole  lino  from  the  coal 
fields  to  tide  water  will  be  in  active  use.  The  en- 
tire line,  with  a  double  track,  and  a  heavy  equip- 
■  ment— fed  by  the  vast  coal  measures  in  the  inte- 
rior, and  delivering  on  the  Lackawanna  Company's 
ample  grounds  at  tide  water,— will  transport  1,- 
500,000  tons  per  annum. 

Contracts  for  the  supply  of  600,000  tons  per 
annum  have  already  been  made,  th«  freight  de- 
livered at  Elizabethport  being  $::.5G  per  ton,  or 
2  cents  per  ton  per  mile. 

The  influences  which  such  a  direct  and  abund- 
ant supply  of  fuel  will  exert  upon  our  social, 
commercial  and  manufacturing  interests,  cannot 
be  properly  estimated.  It  will  efiect  a  most  im- 
portant domestic  economy  equal  in  our  whole  city, 
to  nearly  two  million  dollars  per  annum.  It  will 
save  a  much  greater  amount  to  our  steam  marine, 
and  thereby  to  our  commerce.  It  would  be  enough 
of  a  saving  in  an  ecoan  steamer  to  reduce  the 
price  of  an  individual  i>assagc  to  Liverpool  by  as 
much  as  S15.  ,  ~ 

But,  in  manufacturing  employments,  the  value 
of  this  cheap  supply  of  one  of  the  great  mineral 
products  cannot  be  approximated.  It  could  only 
be  considered  by  estimating  how  great  a  quantity 
could  be  tuppUcd.  The  influence  of  railroads,  in 
equalizing  the  price  of  agricultural  products  in 
the  interior,  has  made  the  sea-board  cities  able  to 
support  manufacturing  populations  upon  such  a 
scale  of  living,  as  combined  with  the  facilities  of 
procuring  workmen,  and  the  promptness  of  ob- 
taining and  filling  orders,  and  with  the  saving  of 
transportation,  gives  the  cities  an  advantage  over 
the  interior  for  many  branches  of  manufactures. 

The  State  of  New  York  abounds  in  natural  pro- 
ductions which  form  the  bases  of  important  manu- 
factures, and  wliich  with  a  supply  of  fuel,  would 
seek  conversion  in  the  city  and  suburbs  of  New 
York.  So  also  does  New  Jersey.  The  mineral 
wealth  of  these  States  is  of  great  value.  Iron, 
lead,  zinc,  limstone,  kaolin  and  other  ores  and  fire- 
wrought  stones  and  earths,  are  in  immediate  or 
available  neighborhood.  The  vast  variety  of  ap- 
plications of  these  materials,  to  machinery,  do- 
mestic and  marine  architecture,  railroad  super- 
structure, hardware,  stoves  and  furnaces,  fences 
and  paving;  to  paint«,  crockery,  building  materi- 
als, glass,  chemicals,  and  for  other  purposes,  show 
the  extent  to  which  they  may  yet  enter  into  our 
municipal  occupations. 

When  the  great  northern  coal  basin  of  Pennsyl- 
vania is  opened  to  the  Delaware  River,  we  shall 
have  the  New  Jersey  Central  and  Morris  and  Es- 
sex Railroads  and  the  Morris  Canal,  all  ready  for 
the  delivery  of  coal  opposit ;  our  city.  These 
works  intersect  extensive  portions  of  the  mineral 
wealth  of  New  Jersey,  and  will  serve  to  bring  in 


large  quantities  of  the  materials  appropriate  to 
manufacturing  operations. 

It  is  also  probable  that  the  importance  will  be 
sometime  discovered  of  building  a  six-feet  gange 
road  from  Paterson,  through  the  Pcquannock 
Valley,  to  Port  Jervis.  Such  a  route,  having  but 
one  considerable  summit,  and  co-inclding  with 
the  general  direction  from  New  York  City  to  the 
Upper  Valley  of  the  Delaware,  would  save  full  25 
miles  of  the  present  length  of  the  Erie  Road  be- 
tween Paterson  and  Port  Jervis.  It  would  also 
develop  additional,  and  very  valuable  and  exten- 
sive deposits  of  minerals;  among  them  the  iron 
and  zinc  beds  of  Sussex  County. 

We  have  not  considered  any  of  the  improve- 
ments under  notice,  except  with  reference  to  the 
supply  o{  coal  and  viincrahvi\nc\\  they  will  afford. 
But  apart  from  this  consideration,  the  New  Jersey 
Central  will  ultimately  become  an  important  trunk 
road  for  great  North  Western,  Western  and  South 
Western  lines  of  travel.  With  the  Delaware,  Lack- 
awanna and  Western,  the  Syracuse  and  Bing- 
hamton,  and  the  Oswego  and  Syracuse  roads,  it 
will  form  the  shortest  connection  between  New 
York  and  the  Canadas.    ., 

With  that  portion  of  the  Lackawanna  Road 
south  of  Factory  ville,  it  will  open  a  route  through 
the  Upper  Valley  of  the  Susquehanna,  the  short- 
est to  Elmira  and  Buffalo.  With  the  Sunbury  and 
Eric  Road  it  will  make  the  shortest  western  con- 
nection with  Cleveland  and  Chicago.  With  a  road 
to  Reading,  Pa.,  it  will  make  with  the  Lebanon 
Valley,  Cumberland  Valley,  Baltimore  and  Ohio 
and  Parkersburg  roads,  the  shortest  through  route 
to  the  Ohio  River  and  Cincinnati. 

The  vigorous  prosecution  and  certain  success 
of  the  Lackawanna  Road  will  infuse  life  into  all 
the  others  mentioned.  We  shall  then  witness  the 
advent  of  a  new  railroad  system,  introducing  a 
vast  manufacturing  element,  besides  extending 
our  commercial  operations  and  influencing  the  di 
rection  of  a  large  part  of  our 
with  the  entire  West. 


Annual    Ref(later    of   tli«    Keussctlaer  Poly- 
'technic  Institute,  1§54. 

It  is  with  unusual  pleasure  that  we  observe  the 
progress  and  results  of  systematic  instruction  in 
technical  science.  The  great  efforts  of  modern 
times  are  of  mind  upon  matter,  and  the  results  of 
these  eflbrts  pervade  the  entire  social  orgaHization. 
The  present  is  in  advance  of  any  former  period  in 
respect  to  the  cultivation  and  exercise  of  the 
higher  powers  of  the  individual ;  and  hence  the 
vast  modern  appliances  for  the  provision  for  indi- 
vidual and  social  wants.  It  is  the  practical  sci- 
ence and  the  useful  art  of  modem  times  which 
are  solving  the  highest  problems  of  social  and  po- 
litical economy;  evolving  from  every  material 
element  the  greatest  useful  product  with  the  least 
physical  effort ;  thus  equalizing  social  conditions, 
and  conferring  an  inhabitable  capacity  upon  in- 
habitable areas,  far  beyond  the  means  of  estima- 
tion of  the  theorists  of  a  past  age.  The  great 
facts  of  the  cultivation  and  preservation  of  agri- 
cultural products,  of  the  conversion  of  natural 
substances  into  useful  objects,  and  of  commercial 
and  social  communication,  aided  by  discovery,  and 
invention ;  by  which  the  means  of  applying,  di- 
recting and  preserving  popular  efforts  are  immen- 
sely augme^ed ;  all  have  been  more  developed 
and  understood  within  the  last  one  hundred  than 


in  the  previous  five  thousand  years.  And  we  can- 
not estimate  the  deep  influence  which  these  recent 
conditions  will  yet  have  upon  our  social,  political 
and  religious  institutions ;  upon  our  views  and  prac- 
tice of  government,  our  perception  and  exercise 
of  social  and  individual  rights,  and  our  higher 
estimation  of  divine  destiny.  These  are  the  great 
moral  aspects  of  our  progre.'is  and  are  all  certain 
to  bear  the  impress  of  the  great  practical  and  ge- 
neralizing spirit  of  the  times. 

Where  the  aims  of  practical  science  are  so  ele- 
vated, the  seminaries  devoted  to  its  cultivation 
demand  recognition  and  examination. 

Included  among  a  few  of  the  institutions  of  Ihi.s 
character,  noticed  in  our  last  issue,  is  that  known 
as  the  "Renssellaer  Polytechnic  Institute"  ol 
Troy,  N.  Y.,  and  whose  establishment  is  thus  stt 
forth  in  the  last  Annual  Register  of  the  Institute, 
now  before  us. 

The  Renssellaer  Polytechnic  Institute  wa.s 
founded  in  1825,  by  the  late  Hon.  Stephen  Van 
Renssellaer,  as  a  school  of  theoretical  and  practi- 
cal science.  In  1826  it  received  fVom  the  Legis- 
lature of  the  State  of  New  York,  its  act  of  incor- 
poration, with  those  chartered  authorities  and  pri- 
vileges, usually  conveyed  to  the  higher  institu- 
tions of  the  State. 

In  1849,  the  Institute  was  wholly  re-organized, 
and,  in  its  new  form,  upon  the  basis  of  a  general 
Polytechnic  Institute.  Among  the  changes  then 
introduced,  were,  a  material  enlargement  of  its 
course  of  study,  with  a  proportionate  increase  of 
the  time  allotted  to  it,  and  a  correspondingly 
more  elevated,  and  more  rigidly  held,  standard  of 
requirements  for  the  admission  of  candidates  to 
scholastic  honors. 

Since  its  foundation,  the  Institute  has  sent  forth 
a  considerable  number  of  Graduates,  who, — as 
professors  and  teachers  of  the  mathematical  and 
physical  sciences,  as  pr.actical  chemists  and  geolo- 
gists, and  as  engineers  in  the  various  departments 
of  constructive  and  topographical  art, — have  con- 
tributed to  the  increase  and  diffusion  of  science, 
as  well  as  to  its  applications  to  the  business  pur- 
suits of  life,  with  a  success,  to  which  it  is  believed, 
the  Institute  may  refer  with  becoming  confidence 
trade  and  traveljand  just  pride. 

The  Institute  is  under  the  control  t  f  a  President 
and  Vice  President  and  16  trustees.  The  General 
Director  of  the  Academic  department  is  B.  Frank- 
lin Greene,  Esq.  The  faculty  of  the  Institute  com- 
prises distinct  professorships  upon  the  following 
subjects : 

Philosophy  of  the  Mind.     !.'•  ■      ■..;.■■-'' 

Mechanics.  Machines  and  Construction. 

Mathematics,  Practical  Astronomy  and  Geo- 
desy. 

Physical  Geography,  and  Natural  History  ap- 
plied to  tbc  Arts.  v 

Practical  Geology  and  Mining.     *"  ^:^'^\  . 

English  Composition  and  Criiicism.  -.> 

Theoretical,  Practical  and  Technical  Chemis- 
trv.  _  ^   J     - 

'■-'■■    4  "'  ■:■■■  ^ 


Graphics. 

French  and  German  Languages.  ■/■ 

The  course  of  Instruction,  as  exhibited  in  the 
Register,  comprises  all  the  mental  and  practical 
operations  involved  in  the  subjects  taught  by  the 
Faculty.  The  course  is  based  upon  an  extended 
system  of  Mathematics,  comprising  their  means  of 
mental  discipline  with  their  practical  applications 
to  general  science  and  the  arts. 

The  duration  of  the  course  is  three  years,  di- 
vided in  semi-annual  sessions  of  twenty  weeks 
each.  The  Institute  bills  are  S35  per  session, 
payable  in  advance.    The  entire  annual  expenses, 
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necessary  for  the  tuition  and  support  of  the  stu 
dent  are  from  $196  to  $268, 

The  Register  for  1864  contains  the  names  of  104 
students,  now  connected  with  the  Institute,  viz : 

Students  of  the  third  year 8 

. ,:?  „•     „    „    second,,   19 

r  ;■    ,•     )■        II     ,.    first       , 45 

,,        „    Preparatory  Class 32 

Total 104 

We  are  proud  of  the  standing;  and  success  of 
this  Institution,  and  we  arc  certain  that  its  practi- 
cal value  will  be  still  more  appreciated  and  con- 
firmed in  the  increase  of  its  number  of  students 
and  the  practical  results  of  its  tuition. 

Dilatation  of  Cast  Iron  by  Successive  Heat- 
ings. 

W«  repiint  the  following  article  from  the  Sep- 
tember number  of  the  Plough,  Loom  and  Anvil. — 
It  is  of  importance  to  a  largo  number  of  our  read- 
ers, engaged  in  the  construction  of  machinery,  es- 
pecially so,  to  those  engaged  in  the  making  of 
Boilers,  Furnaces  and  Retorts.  -  V».';yv 

The  memoirs  of  the  SocieU  Industriella  de  Han- 
ovre  contain  on  this  subject  a  short  note,  which 
we  here  present  to  our  readers  : 

"  The  remarkable  phenomenon  that  cast-iron 
presents  after  being  heated,  of  not  returning,  on 
cooling,  to  its  original  dimensions,  but  of  present- 
ing constantly  an  increase  of  this  volume,  and,  by 
consecutive  heatings  and  coolings,  of  acqui»"ing  a 
permanent  volume,  larger  and  larger,  was  first  ob- 
served by  Prinsep,  in  1829.  This  chemist  found 
that  a  retort  of  cast  iron,  of  which  the  capacity 
had  been  measured  with  care  by  the  weight  of 
mercury  it  contained,  gave  the  following  results. 
Before  even  being  heated,  the  retort  contained 
9.13  cubic  feet :  and  after  three  successive  heat- 
ings to  the  fusing  point  of  silver,  the  contents  wjis 
10.16  cubic  inches.  The  cubic  dilatation  produc- 
ed then  was  11.28  per  cent.,  or  a  lineal  dilatation 
of  nearly  3-73  per  100.  Since  this  there  has  been 
occasion  to  observe  more  frequently,  and  to  inves- 
tigate this  property  of  cast-iron.  It  has  been  re- 
marked, in  effect,  that  all  grate-bars  which  sus- 
tained a  high  heat  became  curved,  little  by  little, 
that  they  elongated  more  and  more,  until  finally 
they  would  push  out  the  bars  that  sustancd  them. 

M.  P.  W.  Brix,  in  a  work  ho  has  recently  pub- 
lished, entitled  Researches  on  the  Caloric  Power  of 
the  Principal  Covibustibles  found  in  Prussia,  has 
made  known  some  experiments  on  this  subject. — 
By  the  aid  of  numerous  mcasurements,he  has  found 
that  its  permanent  length  augments  after  a  heat- 
ing, but  that  this  augmentation  was  so  much  the 
less  as  the  bar  had  been  heated  more  often,  and 
finally  ceased.  Thus,  a  grate-bar  of  3.5  feet  inl  ngth, 
after  three  days  of  a  moderate  fire,  had  taken  a 
permanent  elongation  of  3-16  of  an  inch,  (equal  to 
0.446  per  cent ;)  at  the  end  of  17  days,  this  elon- 
gation was  7-16  of  an  inch,  (1.042-per  cent.,)  and 
at  the  end  of  30  days  had  reached  13-16  of  an 
inch,  (nearly  2  per  cent.)  and  did  not  yet  appear 
to  have  attained  its  maximum.  Another  bar  of 
th|  same  kind,  after  a  long  service,  had  preserved 
a  permanent  elongation  of  1.  25  inches,  or  nearl 
3  per  cent.  The  bars,  while  in  the  fire,  experience 
another  elongatioi;,  which  is  temporary,  and  con- 
tract as  the  heat  is  diminished  :  and  it  may  hence 
be  concluded  with  Mr.  Brix,  that  it  is  proper  to 
give  to  each  new  bar  a  play,  longitudinally,  of 
about  1.25  o'an  inch,  or  4  per  cent,  to  allow  for 
this  permanent  and  temporary  elongation.  In  all 
cases,  it  is  necessary  to  make  it  long  enough,  that 
when  cold  it  may  not  fall  between  the  supports, 
but  in  general  it  seems  that  not  sufficient  play  is 
given  to  bars  supported  in  this  manner." 

Note  by  translator.— This  is  a  matter  very 
important  to  be  thought  of  in  all  cases  where  cast- 
iron  18  submitted  to  the  action  of  high  heat,  as 
furnaces,  retorts,  boilers,  etc.,  and  especially  in 
cases  where  the  cast-iron,  in  expanding  perman- 
ently more  than  the  other  metal,  wiU  give  the  sur- 


face a  curved  form,  and  tend  to  break  the  rivets, 
or  other  parts  of  the  construction,  and  in  certain 
circumstances  might  be  productive  of  very  incon- 
venient results.  This  is  very  plain  to  any  practical 
man. 

Where  the  cast-iron  part  of  an  engine  is  rivited 
to  the  boiler,  as  is  often  the  case,  the  attachments 
should  be  made  as  far  as  possible,  at  places  not 
submitted  to  great  changes  of  temperature ;  but 
if  this  condition  cannot  be  fulfilled,  make  the  at- 
tachments in  a  manner  to  obviate,  as  far  as  possi- 
ble, the  evil  referred  to  This  remark  is  made, 
not  only  with  regard  to  the  permanent  elongation 
the  cast-iron  undergoes,  but  .ilso  with  regard  to 
the  different  degrees  of  expansion  experienced  by 
cast  and  wrought  iron  or  other  metals,  by  the 
same  increase  of  temperature.  The  efiects  of  this 
are  soon  noticed  in  the  loosening  of  joints,  wari)- 
ing  of  sufaces,  etc.  The  intelligent  builder  with  a 
knowledge  of  these  facts  and  their  extent,  can,  by 
the  simple  laws  of  common  sense,  arrange  his  work 
properly. 

These  t  ffects  may  be  noticed  in  almost  every 
place  where  cast-iron  is  submitted  to  high  heats, 
in  retorts,  furnaces,  ect.:  the  shoving  out  of  bricks 
the  pushing  aside  of  supports,  and  neighboring 
parts,  etc. 

Reforms  in  Railroad  Mauagcnient. 

A  writer  in  the  Indianapolis  Journal  suggests 
the  fallowing  subjects  for  the  consideration  of  the 
convention  of  Western  Railroad  companies,  to 
have  been  held  at  Columbus,  Sept  21st.  As  to 
the  first  two  sections,  it  might  not  be  always  easy 
to  find  the  requisite  business  and  semi-professional 
talent,  required  for  President  and  SHi)eriutendeut, 
combined  in  the  same  person.  And  so  of  the  Masters 
of  Tracks  and  engine  repairs,  whose  functions  be- 
long to  two  distinct  trades;  neither  of  which  can 
be  pursued  with  the  tools,  training  and  m<iterial8 
of  the  other.  All  the  considerations  however, 
merit  attention ;  in  or  oul  of  convention.  The  fol- 
lowing are  the  subjects  suggested  for  considera- 
tion. 

1st.  To  unite  the  dutiesof  President  and  Super- 
intendent of  trains,  in  one  person,  drawing  but  one 
salary. 

2d.  Let  one  person  act  as  Superintendent  of 
Tracks,  with  care  of  freight  trains,  and  Chief  Ma- 
chinist. 

3d.  Dismiss  all  runners,  outside  agents,  and 
pay  no  such  expenses  as  thcij  now  incur. 

4th.  Reduce  all  salaries  of  the  ciishion-c/Mir  or- 
der to  a  re:isonabIe  amount 

6th.  Prohibit  any  officer  from  giving  any  fi-ee- 
passes,  and  let  such  things  be  done  by  the  Boards 
in  session  only. 

6th.  Publish  a  monthly  account  of  receipts  and 
expenditures,  including  a  full  and  honest  statement 
of  the  nanus  of  all  the  ojiccrs  and  employees,  and 
each  person's  salary  or  pay, 

7th.  Inquire  whether  Lawyers,  and  Doctors,  and 
Politicians,  are  the  best  qualified  persons  for  Pre- 
sidents and  Superintendents,  or,  whether  the  duties 
require  any  other  qualifications,  thau  mere  legal, 
medical,  or  political  skill  1 

8th.  Increase  the  price  of  fieight  and  passage, 
until  it  will  remunerate  the  Stockholders. 

9th.  ObtJiin  from  the  Legislature,  proi>er  laws 
to  make  the  iralenng  of  stock,  punishable  by  fine 
and  imprisonment  in  the  Penitentiary  ; — and  make 
it  a  penal  offence,  for  any  officer  or  Director  of  a 
railroad  company,  to  hold  a  vote  or  proxy,  at  any 
election  of  the  company. '  '    .  •  \:: . 


BlaclK  Ulver  and  Vtlea  Railroad. 

The  President  of  the  Black  River  and  Utica 
Railroad  has  given  notice  to  the  stockholders  that 
as  there  appears  to  be  serious  if  not  insurmounta- 
ble objection  to  a  union  between  that  company 
and  the  Rome,  Clayton  and  Ogdensburg  Railroad, 
negotiations  on  the  subject  have  been  discontin- 

Iued.    It  is  now  the  intention  of  the   Board  to 
press  forward  in  their  original  undertaking. 


Rock  Island  Brtf^e. 

A  correspondent  of  the  St.  Louis  Intelligencer 
thus  speaks  of  the  bridge  now  building  across  the 
Mississippi  at  Rock  Island.  .  ^- a      i 

The  connection  between  the  Chicago  tmd  Rock 
Island  Railroad,  and  the  Mi88i8.->ippi  and  Missouri 
Railroad,  is  made  by  the  "  Mississippi  Bridge 
Corifpany." 

The  slough  on  the  Ulinoiif  side  of  Rock  Island 
is  crossed  by  an  embankment  and  bridge  of  three 
spans,  each  of  150  feet,  resting  ui>on  their  abut- 
ments aud  piers  about  40  feet  high. 

The  main  channel  of  the  Mississippi  river  will 
be  crossed  by  a  bridge  of  five  spans  «ach  250  feet; 
and  two  spans  for  the  draw  bridge,  each  119  feet 
in  the  clear. 

The  drair  is  to  rest  upon  a  very  laiige  circular 
pier — surmounted  by  a  turn  table  of  36  feet  diam- 
eter, and  will  be  worked  by  ra<k  ."ind  pinions 
with  such  facility  that  the  draw  can  bo  opened 
or  closed  by  two  men  in  one  and  a  half  minutes. 

It  is  designed  to  keep  the  draw  constantly  op- 
ened during  the  season  of  navigation,  except  when 
the  trains  are  crossing  the  bridge. 

The  total  length  of  the  bridge  acro.ss  the  main 
channel  between  abutments  is  1,562  feet,  (which 
is  nearly  equal  to  the  width  of  the  Mississippi  riv- 
er from  the  St.  Louis  to  the  Bloody  Island.) 

You  will  i)erceive  there  are  two  spans  in  the 
draw,  each  wide  enough  for  two  of  the  largest  claiss 
upper  Missis-sippi  river  boats  to  pass  abreast  with 
safety. 

Crib  guards  will  be  made  extending  up  and 
down  the  river  some  400  feet,  for  the  protection 
of  the  pier,  so  that  it  is  impossible  for  a  boat  to 
strike  a  pier  unless  done  intentionally.  The  depth 
of  water  in  the  channel  at  the  present  and  lowest 
stage  through  the  draw  is  t^-n  feet. 

The  abutments  and  piers  on  the  Illinois  side  are 
covjpleted,  as  also  the  abutments  on  the  main 
channel.  A  large  force  is  now  employed  on  the 
main  piers,  and  on  the  1st  instant,  we  had  the 
pleasure  of  witnessing  the  ceremonies  of  the  bapia- 
ing  the  firsl  stone  of  the  /i/i/  pier  of  the  first  rail- 
road bridge  across  \Xic  first  of  rivers — "  the  Father 
ofWaU-rs!" 

In  this  connection  we  would  simply  observe, 
that  the  party  engaged  in  clearing  the  upper  Rap- 
ids, have  about  completed  the  worst  place  in  the 
chain,  making  the  cliannel  four  hundred  feet  wide 
and  four  feet  deep  all  the  way  ;  when  previously 
it  was  only  eighteen  to  twenty-four  inches  deep  in 
many  parts. 

Hartford  and  Ifcw  IlaTen  Railroad. 

The  annual  meeting  of  the  Hartford  and  New 
Haven  R<>ilroad  Company  was  held  at  Hartford, 
on  Wednesday,  when  the  following  statement  of 
the  receipts  and  ex[>enditures  for  the  year  was 
read : 

From  Passengers S476,174  34 

From  Freight 243,643  02 

From  .Mails,  expresses,  rents,  &c 37,834  21 

♦ 

Total $767,661  61 

Repairing  roads  and  bridg- 
es  $81,756.20  . 

Wood,  coal  and  oil 75,573  66  i 

Materials    and    labor  on 
engines  and  cars 44,892  45  |~ " 

Creueial  expenses,  includ-  | 

ing    taxes,     insurances,  > 

«&<; 51,687  08  1 

Salaries,  labor  aud   trans-  [ 

portation  expenses 98,676  67  I  ■ 

Lost  and  damaiged  goods,  '      i 

gratuities,  &c 4,639  12     .  f  •  -' 

Station  repairs 9,689  16      —    ,r»f    . 

Engines  and  cars  paid  for.    16,337  52    •       „  A    '. 

Interest  on  bonds,  &c 62,444  66      '  '- 

j  $451,447  52 

"  '      r       _  *»  ^^^^— .^^.•»— .^1.^^ 

Net  receipts $306,447  09 

The  President,  Mr.  Charles  F.  Pond,  having  de- 
clined to  receive  compensation  for  his  services  the 
past  year,  a  committee  was  appointed  to  procure  a 
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service  of  plate  and  present  to  Mr.  Pond,  in  behalf 
of  the  conapany,  in  acknowledgement  of  his  faith- 
fal  and  efficient  services.  The  old  Board  of  Di- 
rectors was  re-elected.  At  a  subsequent  meeting 
of  it  Charles  F.  Pond  was  re-elected  President, 
and  Horatio  Fitch,  Secretary  and  Treasurer. 


Amerlean   Railroad  Joiinyil. 


a«tard«7«  September  30,  I854« 


■e'vr  T«rlc  and    K*Mr  H»'re»  Rmllroad 

REPORT  OF  THE  DIRECTORS — MEETING  OF  THE  STOCK- 
HOLDERS. 

The  brief  article  upon  the  subject  of  this  Road 
in  our  last  issue,  was  written  before  the  announce- 
ment of  the  immediate  publication  of  the  report  of 
the  directors,  upon  the  Schuyler  fraud,  and  be- 
fore the  meeting  of  the  stockholders,  held  at  the 
Metropolitan  Hotel,  on  the  21st  inst. 

The  meeting  at  the  Metropolitan  Hotel  did  not 
come  to  much.  The  number  of  shares  of  stock 
owned  by  the  direolon,  as  verbally  reported  to 
the  meeting,  is  as  follows  : 

Genuine.  Spurious. 
Wm.  W.  Boardman,  New  Haven.. 60  — 

Jonathan  Sturgess,  New  York... 41  60 

Morris  Ketchum 21  — 

Ketchum,  Rogers  &  Co —  366 

A.  Blackstone,  New  York 19  — 

Wm.  Worthem  ,New  York 10  — 

J.  E.  Thayer  &  Co.,  Boston 5  — 

Wm.  B.  Burrill,  Bridgeport 46  — 

JohnC.  Sanford —  20 

Total 201  436 

The  action  and  sentiment  of  the  meeting  will 
be  seen  by  the  foUowiug  resolutions  which  were 
adopted: 

Whereas,  It  has  been  represented  to  this  meet- 
ing, upon  the  authority  of  the  President  of  the  New 
York  and  New  Haven  Railroad  Company,  that  the 
aggregate  amount  of  spurious  Stock  held  by  the 
Board  of  Directors  is  larger  than  tbe  genuine 
Stock  held  by  them,  therefore 

Resolved,  That  it  is  the  sense  of  this  meeting 
that  said  Directors  should  resign. 

Resolced,  That  this  meeting  appoint  a  commit- 
tee of  fire  to  prepare  and  publish,  in  such  form  as 
they  may  deem  most  expedient,  such  an  expose  of 
the  proceedings  of  said  Company,  from  ita  incor- 
poration to  the  present  time  as  shall  place  within 
the  knowledge  of  the  stockholders  such  matters  of 
interest  to  them  which  may  have  been  transacted 
by  the  present  or  any  former  Board  of  Directors, 

Resolved,  That  this  meeting,  asamatter  of  right, 
call  upon  the  Directors  to  furnish  to  said  Commit- 
tee, upon  request,  any  and  all  books,  vouchers, 
contracts,  and  other  papers  as  may  be  within  the 
scope  and  authority  ot  said  company. 

Resolved,  1\\nis»\di  committee  be  requested  to 
recommend  «uch  course  as  may  be  necessary  in 
order  to  protect  the  interests  of  those  holding  the 
genuine  stock. 

Resolved,  That  the  action  of  said  Committee  be 
reported  to  an  adjourned  meeting  of  the  stock- 
holders, to  be  held  at  Brewster's  Hall,  in  the  city 
of  New  Haven,  at  such  time  as  they  shall  deem 
proper,  giving  due  public  notice  thereof. 

Resolaed,  That  this  meeting  hereby  recommend 
to  tiie  Directors  of  the  New  York  and  New  Haven 
Railroad  Company,  to  offer  a  reward  of  S5,000  for 
the  delivery  to  the  proper  authorities  of  Robert 
ScBCTLER,  late  President  of  said  company. 

The  meeting  was  not  largely  attended,  in  conse. 
qnence,  probably,  of  an  early  general  meeting,  al- 
ready  notified  by  the  directors. 


Vermont    Central  railroad. 

At  a|meeting  of  the  Board  of  Directors,  George 
M.  Dexter,  Esq.,  of  Boston  was  elected  President. 


Railway  Share  List, 

Compiled  from  the  latest  returns — corrected  every  Wednesday — on  a  par  valuatum  of  iilOO. 


NAME  OF  COMPANY. 


Atlantic  and  St.  Lawrence . . .  Maine. 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland, " 

Boston ,  Concord  and  Montreal.  N.  H. 

Concord  " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord " 

SuHivan " 

Connecticut  and  Pas.sump8ic. .  Vt. 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River " 

Fitchburg " 

New  Bedford  and  Taunton. . .  " 

Boston  and  New  York  Central  ' 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester .. .  " 

Canal Conn. 

Hartford  and  New  Haven " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven ...  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City . .  N.  Y. 

Buffalo,  Coming  and  N.  York.  " 

Buffalo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Eimira " 

Cayuga  and  Susquehanna " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensbnrgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal....  " 

Rensselaer  and  Saratoga " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex ." " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn. 

Erie  and  North  East " 

Harrisburgh  and  Lancaster. . .  " 

PhiladelpUa  and  Reading " 

PhilML,  WUiBiBCtoa  imd  Bait.  " 


150 
66 
72 
61 
20 
93 
36 
54 
82 
24 
15 
47 
26 
61 
120 
117 
47 
61 
24 
28 
83 
65 
69 
29 
62 
58 
42 
67 
20 
74 
46 
11 
77 
46 
156 
60 
40 
45 
72 
110 
60 
66 
61 
62 
56 
64 
91 
182 
69 
50 
47 
36 
464 
144 
130 
95 
504 
IW 
36 
23 
26 
60 
41 
32 
39 
% 
66 
45 
31 
68 
66 
«0 
86 
95 


•o 


1,538,100 

824,863 

1,073,673 

1,366,500 

286,747 

1,649,278 

1,486,000 

2,078,625 

3,016,634 

717,543 

600,000 


1,097,600 
2,486,000 
8,500,000 
1,600,000' 
392,000 


2,973,700 
1,043,540 
1,439,694 
123,884 
341,100 
622,200 
none. 
720,900 


none. 


650,000 
2,429,100 
3,600,000 


O   9 

o  " 


6,973,700 
2,036,140 
2,520,981 
1,459,384 
713,606 
2,640,217 
1,486,000 
3,002,094 


700,000 


1,830,000 
4,076,974 
3,160,000 
4,600,000 

421,950 
1,691,110 
2,860,0001 
1,060,0001 
3,540,000 

500,000 
1,159,228 
1,964,070 

250,000 
2,233,989 
1,140,000 
5,150.000 


1,467,500 

922,500 

2,360,000 


568,861 
3,000,000 

926,00f» 

750,500 
2,121,110 

900,000 


879,636 


426.609 

687,000 

10,000,000 

8,740,615 

4,726,260 

1,876,148 

23,086,600 

1,679,%9 

360,000 

174,042 

610,000 

860,000 

899,800 

237,690 

430,936 

1,011,940 

1,500,000 

1,022,420 

2,197,840 

1,679,935 

1,184,600 

600,000 

830,100 


206,190 
160,000 
402,326 
590,541 
180,000 
286,363 

1,192,976 
6,208 
191,600 
none. 
953,370 
295,038 
none. 

1,139,615 
194,445 

5,319,520 
467,700 
300,000 
500,000 
800,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,660,000 


872,000 


682,400 
400,000 

24,003,865 

7,046,396 

977,463 

616,246 

10,773,823 
2,969.760 
208  000 
13l,t»X>| 
26,0001 
400,000 
940,000 
100,000 
700,000 
660,000 

'l28,66b 

476,000 

1,500,000 

13,000 


661,214 
1,400,000 

673,600 

1,746,516 

5,577,467 

12,000,000 

1,500,000 


2,044,536 
4,111,315 
3,679,041 
4,860,764 

633,906 
1,802,244 
3,120,391 
1,060,000 
3,716,870 

629,964 
2,221,068 
2,293,634 

307,136 
3,207,818 
1342,593 
9;953,258 


1,791,999 
1,400,000 
3,150,000 
2,500,000 
In  progres 
1,511,111 
4,978,487 


he  * 


M 


% 


I  o  « 


254,743 
177,003 
168,114 
208,669 
23,946 
150,538 
306,805 
287,768 
328,782 


o  i" 


o 

1 

,o 

M 

QQ 

o 

"O 

8 

>■ 

1- 

o 

A, 

none 

86 

none 

82 

132,545 


496,397 


Leased  to 
Recently 


434,599 
803,024 
509,326 
887,219 

68,942 
268,220 
620,810 
294,183 
626,669 
188,442 

90,315 
374,897 
159,738 
244,323 
182,398 
1,526,224 
240,572 
291,417 


113,620 
80,053| 
100,5.62inonei  42 
6   94i 

•Inonej  24 

Hnonei  17 

8  |106i 


11,266:1 
79,6591 

141,836| 
65,2661 

163,076 


61.513! 


36 

42 

70 

il04i 


|none  .... 
I  none  10 
none  20 


266,639|none 


the  Vt.  C 

opened,  [none 
none 
6 
8 
64 
7 
5 
4 
6 
8 
6 


9 
41 

ent.  78 


689,529 

329,041 

69,629 

114,410 

806,713 


718,227 


6,666;832|l0,427;800j 
6,000,0001  2.899,16ej 


1,380,610 
2,596,488 
2,550,500 

In  progres 
1,921,270 

In  progres 

987,627 

1,070,786 

33,070,863 

10,627,664 
6,102,936 
2,446,391 

33,869,423 

6,133.834 

«:^3,698 

774,'i#i/1 

1,250,000 
1,832,945 

329,677 
1,043,367 
1,693,711 
4,327,408 
1,220,325 
3,245,7201 
3,195,222 
1,265,143 

760,000 

1,702,523 

17,141,987 

8,067,286 


Recently 

267,561 

Recently 

Recently 


114,098 

418,358 

226,639 

413,289 

26,412 

102,098 

310,876 

126,589 

214,633 

46,839 

35,214 

1^2,866 

21,490 

13,144 

81,807 

746,736 

110,8921 

120,892 


none 
none 

8 
none 

6 

7 


294,269 
168,902 


6 

4 

10 
none 
none 


428,173  7 
8 

opened.  I  none 
116,965i  4 

opened.  I  none 

jnone 

opened. 


76,760|  39,360  none 

74.241   23,496  none 

4,318,96211,800,181  7 

1.063,6591  338,783  none 

681,445'  324,494  4 

205,068   44,070  none 


480,137 

92,363 

Recently 

213,078 
Recently 

173,545 
Recently 
Recently 

225,152 
1,388,386 

149,941 

603,942 

365,833 

118,617 
[Recently 

265,327 
2,480,626 

868,038 


81i 
1004 
77 
96i 
40 
62 
614 
93 
87* 
117 
50 
99 

'ii'4 
524 
934 
65 
80 
65 
119 


40 

46 


130 


196.847 
46,072 
opened. 

96,737 
opened. 

136,017 

opened. 

oi)ened. 

116,706 

478,413 

79,252 

316,269 

179,210 

76,890 

op'iied 

106,320 
1>1,98 
541,769 


44 

44 

33 

224 

90 

41 


uone 


none 

none 
8 
10 

7 

10 
7 
5 

's 

t 
6 


30 
33 

•  *  •  • 

92 
120 

isi 

95 

125* 
65 
73 
69 


7jr>5^?'ir?*iT^^  J 
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NAME  OF  COMPANY. 


t 


Pennsylvauia  Central Penn.  260 

Philadelphia  and  Trenton "     j  80 

Pennsylvania  Coal  Co "     |  47 

Baltimore  and  Ohio Md.  i381 

Washington  branch "     j  38 

Baltimore  and  Susquehanna . .  "     |  67 

Alexandria  and  Orange Va.  |  66 

Manassas  Qap "     i  27 

Petersburgh "     164 

Richmond  and  Danville "     i  73 

Richmond  and  Petersburgh..  "     I  22 

Rich.,  Fred,  and  Potomac "       76 

South  Side "       62 

Virginia  Central "     107 

Virginia  and  Tennessee "       73 

Winchester  and  Potomac "        32 

Wilmington  and  Raleigh  ......  N  .C.  161 

Charlotte  and  South  Carolina.  S.  C.jllO 

Greenville  and  Columbia "     140 

South  Carolina "     |242 

Wilmington  and  Manchester.  " 

Georgia  Central Ga.  jl91 

Georgia "     j211 

Macon  and  Western "     |101 

Muscogee "     '71 

South  Western "    !  60 

Alabama  and  Jennessee  River  Ala.  I  66 

Memphis  and  Charleston "        93 

Mobile  and  Ohio "       33 

Montgomery  and  West  Point.  "        88 

Southern Miss.!  60 

East  Tennessee  and  Georgia. .  Tenn.j  80 

Nashville  and  Chattanooga.  ..  "     1126 

Covington  and  Lexington Ky.  j  73 

Frankfort  and  Lexington "     ;  29 

Louisville  and  Franklbrt "     j  66 

Maysville  and  Lexiington 

Cleveland  and  Pittsburgh ....  Ohio.  1100 

Cleveland  and  Toledo "     |l47 

Cleveland,  and  Erie "     !  95 

Cleveland  and  Colimibus "      136 

Columbus,  Piqua  and  Indiana.  "       46 

Columbus  and  Lake  Erie "       61 

Cincinnati.,  Ham.  and  Dayton  "       60 
Cincinnati  and  Marietta. ....  . 

Dayton  and  Western "       40 

Dayton  and  Michigan "        20 

Eaton  and  Hamilton "       36 

Greenville  and  Miami "        81 

Hillsboro "        37 

Little  Miami "       84 

Mansfield  and  Sandusky " 

Mad  River  and  Lake  Erie...  "    "^167 

Ohio  Central "     I  67 

Ohio  and  Mississippi 

Ohio  and  Pennsylvania "      187 

Ohio  and  Indiana " 

Scioto  and  Hocking  Valley...  "     144 

Columbus  and  Xenia "     |  54 

Evansville  and  Illinois Ind.  i  31 

Indiana  Central "     '... 

Indiana  Northern " 

Indianapolis  and  Bellefontaine  " 

Indianopolis  and  Cincinnati..  " 

Lafayette  and  Indianapolis ...  " 

Madison,  Indianapolis  &  Peru  " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago Ill 

Chicago  and  Mississippi "     1186 

Illinois  Central " 

Galena  and  Chicago "       92 

Michigan  Southern  and  Ind.  N.Mich. '816 

Tichiiran  Central "     282 

»<Wc Mo.  i88 


181 

I  88 

:  90 

62 

169 

,  72 


a, 

3 
& 


9,768,155 


13.118,902 
1,660,000 


.a 

T3 

v 

a 

3 


5,000,000 


6,677.103 


769,000 
1,372,324 

685,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


1,004,231 
3,858,840 


3,600,000 
4,000,000 
l,0ia,088 


173,867 
200,000 

663,666 
640,000 
469,150 
707,958 
120,000 
1,134,698 


500,000 
3,000,000 


418,18' 
1,214 
163,000 


686,887 


776,259 
879,868 
688,611 


835,0(t0 
2,-093,814 
1,430,150 

357,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 


310,000 


2,668,402 

900,000 

2,387,200 


1,760,700 


760,000 
1,291,700 


1,128,486 


2,647,700 
632,387 


2,400,000 


160,000 


400,000 


641,000 
850,000 
900,000 


1 142,200 
1,600,000 


408,200 


600,000 


550,000 


482,000 
1,000,000 
1,767,000 


2  S 

^^ 
o  a 

O  _. 

O   * 


13,600,000 


to* 

9& 


1,943,827 


22,254,338 
1,650,000 


In  prog. 

In  prog. 
1,163,928 

In  prog. 
1,100,000 
1,631,238 
2,106,467 
2,392,215 
3,545,256 
416,532 
2,965,574 


2,033,420 
348,622 
413,673 


In  prog. 

7,002,396 
In  prog. 

3,466,879 

1,277,334 
In  prog. 

748,625 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


227,593 


1^ 
£0*3 

V  — 


617,626 


0 

OB 

■0 

2 

u 

cQ 

«2 

"x 

"^ 

V. 

a 

0 

•0 

« 

0 

798,1931  7 


216,237 
162,636 


72.370 


122,861 
254,376 

62,762 
210,062 
109,268 

89,776 
610,038 


8 


1,000,717 


In  prog. 
In  prog. 
In  prog. 
584,902 


In  prog. 
3,279,908 


986,074 
934,424 
278,739 
69,690 
129,396 


74,113  none 
113,266;  7 


99,0771  10 
42,736inone 

12 

153,898(  6 


609,711  j  7 


536.608'  8 


I 


85 


97 
491 


77 

70 

40 

100 


60 

98 


126 


116 


456,468  7)4  ... 


149,960  9 
21,731  ... 
71,6361  8 


101 


173,6421   76,079  8 


87,421 


432,682 


3,655,000 
2,000,000 


2,659,658 
In  prog. 

925,000 
In  prog.  ! 


777,793 


321,793 
Recently 


2,450,000 


300,000 
26,000 


1,289,000 


1,241,300 
663,100 


In  prog. 
3,169,733!   667,569 

1,855,000 

4,110,148    640,618 

In  prog.     : 


44,260 


267,2781  10 


483,464 12 


200,967 


opened. 


382,133;  10 
113,461  .'/.. 


opened. 


Recently 

In  prog.      

"         Recentlyiopened. 

1,310,062.    314,4341    168,612    10 

In  prog.        237,606 ,.... 


63 
80 


46 
60 
70 


104 


62 
75 


66 


77i 
79 


Recently 
1,869,932  Recently 


opened. 

oi>ened. 

lopened. 

2,400.000    616,414    268,076   10 
1,3£.\019    106,944,      71,446,  4 


4,000,000)  4,600,000 


90 


600,000iln  prog.        473,6481    286,162 
8,741,664    7.276,6161,200,922    686,929    IV 
8,917,868;  8,618,5051,145,598    682,816     8 

non        |Id  proKres  I  Recently^  opened. 


90 


Pacific  Railroad  of  HUs««rt.  j 

At  a  meeting  of  the  Board  of  Directora  of  the 
Pacific  Railrovl,  held  September  18,  the  follow- 
ing gentlemen  were  uoaDimousIy  elected  to  fill  the 
vacancy  existing  in  the  board  by  the  resignation* 
of  Messrs.  Allen,  Brant,  and  Walsh,  viz  :  Robt.  K. 
Woods,  John  How  and  Chas.  K.  Dickson. 

To  tike   Kallwajr  Pwblle. 

I  have  in  band,  and  upon  which  considerable 
progress  has  already  been  made,  a  work  upon  the 
Railroads  and  Canada  iu  the  United  States ;  and 
for  the  purpose  of  securing  general  co-operatioo, 
and  of  obtaining  the  requisite  information,  the 
subjoined  circular,  (to  which  was  added  a  full 
statement  of  the  Boston  and  Worcester  Road,  to 
serve  as  a  model  of  the  kind  of  sutement  desired 
from  other  companies,)  has  been  sent  to  all  the 
railroad  companies  in  the  United  States,  and  to 
such  parties  as  were  supposed  to  possess  valuable 
information  iu  reference  to  them.  I  now  publish 
the  circular  in  the  Journnl,  for  the  purpose  of  cal- 
ling renewed  attention  to  it,  and  again  Uke  oc- 
casion to  solicit  the  information  desired.  I  also 
publish  iu  counection  with  it,  a  statement  in  re- 
ference to  the  FUcfibicrg  RaiLroad ;  and  shall  here- 
after devote  a  large  part  of  the  JourruU  to  the 
weekly  publication  of  similar  statements,  in  refer- 
ence to  other  roads,  till  the  wo'k  is  ready  for  pub- 
Ucation,  which  is  expected  to  be  in  the  early  part  of 
the  ensuing  year.  As  the  finoncial  year  with 
many  of  our  companies  terminates  with  the  Cal- 
ender jeaLT,  I  am  compelled  to  wait  for  such  re- 
port  before  putting  the  proposed  work  to  press. 

It  will  confer  a  great  favor  up  on  me,  if  Railroad 
Companies  will  furnish  me  with  prompt  replies  to 
the  inquiries  addressed  to  them.  By  so  doing,  I 
can  first  publish  in  the  Journal  the  statement* 
furnished  by  the  more  important  companies,  thus 
givuig  ample  opportunity  for  the  correction  of  any 
misUkes  that  may  occur.  In  all  cases  I  wish  to 
have  the  statements  prepared,  as  far  as  possible 
by  railroad  companies,  which  I  wish  to  make  re- 
sponsible for  their  correctness,  that  they  may 
serve  as  standards  to  which  iuisegiwnt  reports 
may  be  referred.  Where  companits  are  unwilling 
to  make  out  the  sUtements  desired,  they  will  ob- 
lige me  by  sending  a  full  set  of  their  reports,  with 
a  copy  of  their  charters. 

I  have  also  addressed  appropriate  circular*  to 
the  Secretary  of  State,  of  each  Sute,  for  the  pur- 
pose of  obtaining  the  legislation  of  each  in  refer- 
ence to  public  improvements. 

I  shall  feel  under  great  obligation  to  all  persons 
familiar  with  the  history  or  working  of  our  rail- 
roads, for  any  facts  in  reference  to  them,  tending 
to  illustrate  tbe  object  I  have  in  view. 

ci  R  c  V  I.  A  R  . 
New  York,  Avgusl  2l8t,  1864. 

I  have  in  preparation  a  work  upon  the  R.iiIroad8 
and  Caoalf  of  the  United  Sutes,  and  I  Uke  the 
liberty  of  applying  to  you  for  information  in  refer- 
ence to  the  road  which  you  are  connected.     - 

I  beg  leave  to  refer  you  to  a  succeeding  pa^, 
ujton  which  you  will  find  a  brief  history  of  the 
Boston  and  Worcester  railroad  Company,  with  a 
statement  showing  its  financial  condition  at  the 
preseit  time.  I  desire  a  statcmehi  in  reference  to 
your  road,  similar  to  the  above,  varied  of  course 
to  meet  what  is  peculiar  in  its  charter,  history  or 
condition. 

1  am  forced  to  make  a  direct  appeal  to  Railroad 
Companies,  as  the  only  sources,  in  many  caaes,  0  f 
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infurtnatioD.  In  few  of  the  States  only  are  Rail- 
road Companies  required  by  law  to  make  public 
reports  of  the  condi  tion  of  their  affairs,  and  the  re- 
sults of  the  operation  of  their  roads.  It  would  be 
impossible  therefore  to  secure  that  degree  of  ac- 
curacy desirable  in  a  work  like  the  one  proposed, 
without  having  the  several  statements  corrected 
and  verified  by  persons  whose  positions  give  them 
access  to  all  the  sources  of  information,  and  whose 
identity  with  their  respective  roads  have  made 
them  familiar  with  their  history.  Even  where  I 
have  the  reports  published  by  Railroad  Companies 
I  prefer  such  companies  should  furnish,  in  the 
manner  requested,  the  data  to  form  a  basis  for  a 
statement  of  their  affairs,  especially  as  it  may  be 
desirable  to  state  facts  which  do  not  appear  in  any 
published  report. 

The  annexed  statement  of  the  Boston  and  Wor- 
cester Railroad  is  designed  to  serve  as  a  sort  of 
model  of  what  I  wish  to  obtain  from  every  compa- 
ny in  the  United  States.  The  following  recapitu- 
lation will  show  what  that  statement  contains,  and 
what  I  wish  to  procure  in  each  case. 

Ist.  The  title  of  your  company,  its  directors 
and  officers,  the  Iccation  of  its  principal  office,  of 
its  transfer  offices,  and  the  date  of  its  annual  meet- 
ing, or  the  close  of  iia  financial  year.    , 

2d.  Its  chartered  privileges,  whether  contain- 
ed in  the  original  actof  incorjioration,  or  in  amend- 
ments thereto. 

3d.  The  first  estimated  cost  of  the  road,  with 
the  estimated  amount  of  its  income. 

4th.  The  date  ol'  commencement  of  work  of 
construction ;  also  of  the  completion  of  the  sever- 
al divisions,  or  sections  and  of  the  whole  road. 

6th.  A  statement  showing  the  physical  features 
of  the  route  of  your  road,  with  its  alignment  and 
grades.  Also  a  statement  showing  the  length  of 
line,  maximum  and  total  gradients  in  either  di- 
rection, with  the  length  and  inclination  of  the  seve- 
ral planes,  without  going  into  too  great  detail. — 
Also  a  statement  showing  the  minimum  and  total 
curvature ;  also  the  gauge  of  the  road. 

6th.     The  pattern  and  weight  of  rail  used. 

7  th.  The  total  cost  of  road  when  opened  for 
business,  and  for  each  succeeding  year  ;  also  to- 
la 1  amouat  of  i^ofi  ;  the  yearly  mileage ;  cost  per 
mile;  gross  receipts;  current  expenses;  net  re- 
ceipts ;  dividends  ;  receipts  from  passengers  ;  do. 
from  freight ;  do,  miscellaneous ;  yearly  earnings 
per  mile,  and  annual  per  ccntage  of  gross  and  net 
receipts  on  the  cost  of  the  road. 

8th.  The  total  amount  of  capital  authorized  by 
charter,  with  the  amount  of  paid  up  capital  for 
each  year.  Also  the  amount  taken  by  corporate, 
or  municipal  bodies,  and  how  paid ;  also  the 
amount  and  nature  of  the  indebtedness  of  the  com 
pany,  and  how  secured  ;  the  amount  of  funded 
debt,  when  contracted  and  when  and  where  pay- 
able, and  whether  convertible  into  the  stock  of  the 
company  ;  the  rate  of  interest  payable  on  funded 
and  floating  debt,  and  how  and  where  payable  ; 
also  the  contingent  debt  of  the  Company,  if  any. 

9th.  The  rate  and  amount  of  dividend  paid 
since  the  road  went  into  operation ;  whether  the 
same  was  paid  in  cash  *r  stock  ;  also  the  amount  of 
earnings  expended  in  construction  ;  also  whether 
any  portion  of  the  stock,  and  what  amount,  has 
preference  in  dividends  over  other,  or  common 
slock. 

10th,     The  length  of  doMe  track  ;  also   of  sid- 


ings ;  also  the  plans  or  measures  in  progress  for 
the  improvement  of  the  road,  and  whether  the 
same  be  in  good  or  bad  condition,  and  whether 
well  or  poorly  equipped :  the  amount  ©f  equip, 
ment,  or  rolling  stock  on  the  road,  and  its  value. 

11th.  What  policy  or  measures  have  been  ad- 
opted, if  any,  to  provide  a  sinking  fund  for  the  pay- 
ment of  the  indebtedness  as  it  may  fall  due  ;  also 
the  present  amount  of  sinking  fund  ;  also  the 
amount  reserved  for  repairs  or  equipment,  wheth- 
er of  an  ordinary  or  extraordinary  character. 

12th.  The  items  that  make  up  the  construction 
account  classified  under  appropriate  heads. 

13th.  A  synopsis  of  the  last  annual  report,  with 
a  statement  showing  the  character  of  the  business 
or  traffic  for  the  last  year ;  the  amount  received 
from  passengers ;  do.  from  freight ;  also  the  num- 
ber, and  receipts  from  through  passenger  and 
freight  business,  as  distinguished  from  local  or  way 
business :  also  the  expense  account  of  each;  al- 
so the  different  items  that  make  up  the  expense 
account. 

14th.  The  total  number  of  miles  run  by  the 
trains  the  past  year,  classified  d^  freight ,  passenger 
and  repair  trains ;  also  total  number  of  passengers 
and  tons  of  freight,  distinguishing  the  through, 
from  iDaij  or  local  passengers  and  freight,  carried 
one  mile. 

15th.  A  copy  of  the  balance  sheet  of  your  led- 
ger at  the  date  of  your  last  report. 

In  addition  to  the  above,  please  add  whatever 
in  the  case  of  your  own  company  may  bo  impor- 
tant or  desirable  to  be  known. 

I  shall  feel  obliged  by  the  communication  of 
any  facts  illustrating  the  history,  value,  position 
and  progress  of  Railroads  other  than  these  with 
which  you  may  bo  connected. 

When  a  Railroad  is  in  progress,  please  describe 
the  route,  the  means  at  the  command  of  the  com- 
pany, the  estimated  cost  of  the  road,  the  charac- 
ter of  the  work,  the  probable  time  required  for  its 
completion,  contracts  for  construction,  with  such 
other  information  as  may  be  necessary  to  a  dis- 
tinct idea  of  the  object  and  condition  of  the  com- 
pany. 

In  all  cases  I  desire  if  possible  to  obtain/«/Z  sets 
of  reports  issued  by  the  several  companies :  espe- 
cially copies  of  their  charters. 

I  am  aware  that  furnishing  the  information  re- 
quested will  impose  a  serious  burden  upon  you. — 
I  would  not  trouble  you  were  it  not  absolutely  ne- 
cessary to  do  so  to  accomplish  the  object  I  have 
in  view,  which  is  to  present  a  full,  concise,  and 
correct  history  of  the  public  works  of  the  United 
States.  I  wish  each  company  to  furnish  the  data 
as  materials  for  its  history.  I  hope  it  may  be 
some  compensation  for  your  trouble  that  it  will  be 
tha  means  of  presenting  bcfora  the  public  a  cor- 
rect and  satisfactory  statement  of  the  affairs  of  the 
company  with  which  you  are  connected. 

The  progress  of  railroads  in  the  United  States, 
and  with  that,  of  the  country,  in  intelligence,  in 
wealth,  and  in  social  comfort,  is  without  parallel. 
A  history  of  these  works  is  a  most  interesting 
chapter  in  the  history  of  the  country,  and  better 
than  any  thing  illustrates  the  force  and  practical 
character  of  our  people. 

Respectfully  soliciting  your  aid  and  co-upera- 
ation,  I  am  very  truly,  ".  ^-.    •." .     ,.     s 

HENRY  V.  POOR. 

Editor  of  the  American  Railroad  Joiu-nal. 


Fitehburg  Railroad. 

President,    Thomas    Whittemore ;     Treasurer, 
John  P.  Welch  ;  Superintendent,  L.  Bigelow. 

Annual  meeting,  last  Tuesday  in  January.  ' 

Principal  office,  and  Transfer  office,  comer  of 
Haverhill  and  Causeway  streets,  Boston. 
Length  of  mainline  (double  track)  50  93-100  miles. 

"         "  Branches  (single  track)  16  85-100    " 
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CHARTER. 

The  Fitchburg  Railroad  Company  was  incorpor- 
ated by  the  Legislature  of  Massachusetts,  March 
3d,  1842,  and  authorized  to  construct  a  railroad 
from  a  point  on  the  Charlestown  Branch  Railroad 
in  West  Cambridge,  through  Watertown,  Waltham, 
Weston,  Lincoln,  Concord,  Acton,  Boxboro,  Lit- 
tleton, Harvard,  Groton,  Shirley  Lunensburg, 
Leominister  to  Fitchburg.  The  capital  stock  was 
fixed  at  fifteen  thousand  shares,  or  one  million  five 
hundred  thousand  dollars.  The  company  were 
empowered  by  purchase  or  lease,  to  obtain  the  use 
of  the  Charlestown  Branch  Railroad,  (see  Charles- 
town  Branch  RailroSd),  for  the  transportation  of 
passengers  and  property  thereon.  The  Legislature 
reserved  the  right  to  authorize  any  other  company 
to  enter  with  any  other  railroad  on  fhe  Fitchburg 
road,  and  to  use  the  same,  or  any  part  thereof; 
provided,  however,  that  uo  other  coj-poration 
shall  80  enter  with  any  motive  power,  unless  the 
Fitchburg  company  shall  refuse  to  draw  over  their 
road,  or  any  part  of  it,  the  cars  of  any  other  rail- 
road which  may  be  authorized  to  enter,  as  above 
stated.  The  Legislature  also  reserved  the  right  to 
reduce,  from  time  to  time,  after  the  expiration  of 
five  years  from  the  opening  of  the  road,  the  rate 
of  tolls  and  profits,  but  not  without  the  consent  of 
the  corporation  below  a  rate  that  would  produce 
at  least  ten  per  cent,  per  annum.  Subseqaent 
Acts,  passed  1845 — 1853,  authorized  the  Fitchburg 
company  to  subscribe  S400,000  to  the  stock  of  the 
Vermont  and  Massachusetts  Railroad;  (which 
subscription,  however,  was  never  male,)  to  suc- 
ceed to  all  the  powers  &c.,  of  the  Charleston 
Branch  Railroad  Company  ;  to  accept  the  charter 
of  the  Watertown  Branch  Railroad  ;  to  locate  and 
construct  the  Lancaster  and  Sterling  Branch  ;  to 
purchase  the  Harvard  Branch;  to  accept  and  hold 
the  franchise  and  property  of  the  Waltham  and 
Newton  Branch  ;  to  accept  the  charter  and  build 
the  road  of  the  Waltham  and  Watertown  Branch 
Railroad  Company ;  to  extend  the  same  into  Bos- 
ton; and  for  these  and  other  purposes,  to  increase 
the  amount  of  their  capital  stock,  to  the  sum  of 
four  millions  of  dollars.       "J    -■    '     :'/>■■•.■- 

CONSTRICTION. 

The  builduig  of  the  road  was  commenced  May 
20th,  1843.  It  was  opened  to  Waltham,  10  miles, 
Dec.  20th,  1813 ;  to  Concord,  20  miles,  June  17th, 
1844  :  to  Acton,  27  miles,  Oct.  1st,  1844 :  to  Shir- 
ley Village,  39^'  miles,  from  Boston,  Dec.  30th, 
1844;  to  Fitchburg,  March  6th,  1846;  the  length 
of  the  road  from  Block  Island  in  West  Cambridge 
to  Fitchburg  being  44  23-100  miles. 

According  to  contract,  and  before  the  purchase 
thereof  in  1846,  the  Fitchburg  company  used  the 
track  or  the  road-bed  of  the  Charlestown  Branch 
Railroad.  Until  1848  the  eastern  tciminus,  sta- 
tions &c.,  were  near  the  Warren  Bridge  in  Char- 
lestown. In  1848  the  road  was  extended  into  Bos- 
ton ;  the  freight  depots,  engine  houses  &c.,  remain- 
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ing  at  Charlestown.  The  laying  of  a  double  track 
was  commenced  in  the  year  1845,  and  completed 
the  entire  length  of  the  main  road  iu  November, 
1849. 

;-.       ,,.  PHYSICAL  FEATURES  OF  THE  ROAD. 

The  Fitcliburg  Bailroad  runs  in  a  western  and 
North-western  direction  towards  the  northern 
boundary  of  Massachusetts  through  some  of  the 
most  flourishing  towns  in  the  State  and  in  a  direc- 
tion to  obtain  by  its  connection  with  other  roads, 
travel  and  business  from  Western  New  Hampshire, 
Southern  Vermont,  and  the  Valley  of  Xhe  Connec- 
ticut. It  is  thoroughly  built,  with  T  rail  and 
amply  ctiuippcd.  Its  principal  characteristics  are 
as  follows ::...  J.  .. 

Length  of  double  main  track ....  60  93-100  miles. 
Length  of  branches  owned  by  the 

company — single  track 16  85-100    ' ' 

Argregate    length  of  sidings  aud 

"other  tracks 17    4-10       " 

Weight  of  rail,  per  yard,  main  road  56  to  60  lbs. 
•'       "     "      "      "      in  branch 

roads  (Lancaster  and   Sterling 
•*   Branch  excepted  which  is  491bs.  56  lbs. 
-i'-  Maximum  grade  in  main  road  dpon  four  differ- 
ent planes  40   ft.  —  6  12-100  miles  in  the  aggre- 
gate. 

Total  rise  in  the  road  going  West,  739X.  Do. 
going  East  313^'  feet. 

Length  of  shortest  radius  818  feet.     Length  of 
shortest  curve  500  feet. 
Total  degrees  of  curvature  iu  main 

road 1  694>2'o 

Total  length  of  straight  line  in  main 

road 34  07-100  miles 

Wooden  truss  bridges 490   feet. 

Other  wooden  bridges 7  376    " 

Way  stations   on  main   road  and 

Branches .27 

Flag  stations   on  main   road  and 

Branches 20 

The  branches  owned  or  leased  and  oiKjrated  by 
the  Fitchburg  Company  are  : 

Miles.  Cost. 

Waterton  branch  (including 

Waltham  and  Watcrtowu 

and  ice  tracks) 7  85-100— $208,243  66 

Lancaster  and  Sterling,  (to 

Feltonville) 

Lexington  and  West  Cam- 
bridge— leased 

Peterboro  ond  Shirley,  (to 

Mason  Village) — leased.. 

CHARACTER  OF  BUSINESS  &C.  -  ' 

The  Fitchburg  Road  is  a  trunk  road  receiving 
passengers  and  freight  from  several  other  roads 
that  enter  it  at  Fitchburg ;  it  also  enjoys  a  large 
way  business,  and  has  iu  Charleston,  direct  access 
to  tide  water  and  the  Harbor,  where  ships  of  the 
largest  size  can  float  at  low  water.  Of  the  kinds  of 
freight  transported,  are  large  (luantities  of  ice 
from  Fresh,  Spy  and  other  ponds,  bricks,  woods 
en  ware,  wood,  calile,  aud  all  kinds  of  western 
produce.  The  connections  of  this  Road  are  very 
broad,  reaching  north  to  the  Canadas,  and  West 
to  the  great  lakes.  It  draws  freight  also  from  the 
whole  line  o(  northern  Massachusetts,  from  the 
entire  length  of  Vermont,  and  from  all  the  South 
western  portion  of  New  Hampshire. 

THE  FINANCIAL  CONDITION. 

According  to  report  for  the  year  ending  Nov.  30, 
1853,  the  capital  and  debt  were  as  follows :  Cap- 
ital Stock  paid  in  S3,540,000— with  the  right  to 
issue  4,600  additional  shares  ;  making  the  author- 
ized capital  S4,000,000.  Funded  debt  SI  00,000. 
Floating  debt  $91,600.     Total  dividend  (6  per 


cent.)  S212,400  00.     Total  surplus  $159,836  74, 
up  to  Aug.  1854. 

EftOIPMENT,  1853. 

Locomotives..   27. 

Passenger  cars  30. 

Freight  cars.. .176  eight- wheel, 21 8 four  wheel^394 

Baggage  cars.      3  "  3    "       "    =  11 

Gravel  cars...   36. 

LEASED    BOADS. 

The  Fitchburg  Company,  in  their  lease  of  the 
Peterboro  and  Shirley  Road  agree  to  pay  7  per  cent, 
annually  upon  its  cost.  For  operating  the  Lexing- 
ton and  West  Cambridge  Railroad,  the  Fitchburg 
receives  $10,000  i>er  annam  30  i>er  cent,  and  bal- 
ance of  the  receipts  of  the  former. 

Statement  shoeing  the  Cost  ;  Mikage ;  Cost  per 
mile ;  Gross  Receipts ;  current  expenses ;  net  re- 
ceipts;  rate  of  Dividend;  Receipts  from  Passen- 
gers; Receipts  from  freight;  Miscellaneous; 
Earnings  per  mile  ;  per  cenfage  of  Gross  Earn- 
ings ;  Do.  of  net  Earnings,  of  Ike  Eitchburg  Rail- 
road from  the  dale  of  its  completion  to  the  present 
time. 
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Earnings. 
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Earnings. 


The  increase  of  construction  account  for  iiim 
years  has  been  equal  to  150  per  cent. ;  gross  earnj 
ings  over  300  per  cent. ;  expenses,  500  per  cent. 
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net  receipts,  75  per  cent.  The  total  earnings  have 
been  67  per  cent.;  dividends,  69|2  per  cent.;  aver- 
age rate  of  dividends  7  72-100  per.  cer>t,;  average 
earnings  7  44-100. 

♦The  returns  this  year  are  for  11  montlis  only. 

Note. — The  entire  road  was  tot  open  during 
the  whole  of  1845.  In  the  divi  .ends,  interest 
paid  on  asses-smeuts  ($60,615)  iu  1845,  on  new 
stock  (S10,094)  in  1817,  interest  paid  ($11,008) 
in  1818,  interest  paid  ($25,700)  iu  1849,  are  not 
included. 

ABSTRACT     FRO.M     THE      ANNUAL     REfOKT     FOR      THE 
YEAR  ENUIN<J  NOV.  30th,  1853. 

The  earnings  of  the  company,  $626,059  73  were 
derived  from  the  following  sources  viz  : 

From  passengers  on  the  m.-iin  road  and  br.ancb- 
es  owned  or  leased.— al'J2,670  .%,  from  passen- 
gers to  aud  from  other  roads  $89,212  86;  from 
freight  on  main  road  and  branches,  owned  by  the 
company  $141,380  43;  from  freight  to  aud  from 
other  connecting  roads  $195,418  11;  from  mails 
$5,478  66;  from  rents  &c.,  $2,499  29.  ToUl  in- 
come $626,059  73. 

The  expenditures  for  working  and  repairing  the 
road  and  other  expenses  were : 

1st  Maintenance  of  way. — for  ivpairs  of  road 
$44,532  80;  repairs  of  bridges  $7,277  78;  renew- 
als and  laying  down  of  iron  $17,743  26 ;  removal  of 
ice  and  snow  $782,17 ;  repairs  of  gates,  fences 
for  signal  men  &<;.,S1,799  26;  wages  of  switch, 
signal  and  watchmen  $15,148  72.  Total  $87,- 
284  05. 

2(1  Motive  povxr  tf'C. — For  ixjpairs  of  locomotives 
$20,834  06;  new  locomotives  $15,305  66;  repairs 
of  passenger  cais  $8,877  08;  new  passenger  cars 
$4,596  84;  repairs  of  merchandize  cars  $7 ,979  94; 
new  merchandize  cars  $14,201  56;  repairs  of 
gravel  aud  other  cars$499,.'i5.     Total  $72,247  49. 

Zd  Miscellaneous. — For  wood  for  engines  $77,- 
112  92;  coal  $3,2%  70  ;  oil  9$ ,020  98;  waste  &c. 
for  cleaning  $1,323  51;  salaries  wages  aud  inci 
dentals  in  pas.senger  department  $46,287  79;  ditto 
in  ft-eight  dep.artment  $65,188  23  ;  gratuities  and 
damages  $3,030  29  ;  taxes  and  insurance  $8,106- 
32 ;  repairs,  fixtures  aud  furniture  of  buildings 
&.C.  $6,603  46 ;  interest  $3,911  97  ;  rent  of  Peter- 
boro and  Shirley  Road  $19,047  82 ;  salaries  of 
President  &c.  and  other  expenses  not  included  in 
above  items  $9,514  51.  ToUlcxi»cuditures$412,- 
026  07. 

The  number  of  miles  run  was  :  by  passenger 
trains  286,523;  by  freight  trains  155,119;  by  oth- 
er trains  19,957.     Total  461,599. 

Number  of  passengers  carried  1 ,209,675  ;  num- 
ber ditto  one  mile,  17,314,20<5.  Number  of 
tons  of  merchandize  carried  430,600  ;  do.  do.  one 
mile  12,180,140.  Number  of  passengers  carried 
one  mile,  to  and  from  other  roads  6,711,912;  nam- 
ber  of  tons  ditto  8,124,446. 

The  proportion  ol  receipts  from  local  traffic  to 
that  derived  from  other  roads  was  as  follows; — 
Passengers  ou  main  road  and  branches  $192,670- 
36 ;  to  and  from  other  roads  viz  :  Vt.  and  Mass. 
Cheshire,  Worcester  and  Nashua,  Stony  Brook, 
Harvard  Branch,  Peterboro  and  Shirley  $89,212- 
86.  Freight  on  main  road  and  branches  $141,-380- 
43;  to  and  from  other  roads  viz  ;  those  just  men- 
tioned (with  exception  of  Harvard  Branch)  and 
Fitchburg  aud  Worcest<r  $195,418  14. 

The  amounts  expended  in  the  several  depart- 
ments of  construction  are  as  follows,  viz  : 
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Graduation  and  masonry  «741,  048  36;  woodeu 
bridges  S173,6S2  64;  superstructure,  including 
iron,  Sl,064,405  74;  stations  buildings  and  fix- 
tures S542,109  30  ;  land,  land  damages,  and  fences 
S716;871  15  ;  engineering  S49,188  28.  Total  S3, 
287,306  46.  Equipment;  locomotives  S205,268- 
12 ;  passenger  and  baggage  cars  $52,160  20 ;  mer- 
chandize cars  S169,149  32.  Total  $429,564  64. 
DR.  Trial  Balance.  Nov.  30tb,  1864. 

Graduation  and  Masonry 741,048  35 

Wooden^ridges 173,682  64 

Superstructure 1 ,064,406  74 

Stations,  Buildings  and  Fixtures...        542,109  30 

Land,  Land  Damages  &c 716,871  15 

Locomotives 208,265  12 

Passenger  and  Baggage  Car* 52,150  20 

Merchandize  Cars 169,149  32 

Engineering 49,188  25 

Real  Estate 27,669  66 

Notes  Receivable 72,976  93 

Freight  due  and  uncollected 20,547  01 

Stock  "  materials  for  repairs" 28,893  89 

Wood 26,440  00 

Cash...- 20,372  86 

Sundry  Accounts 4,129  41 


$3,917,899  83 
CR. 

Capital  Stock 3,540,000  00 

Notes  Payable 191,600  00 

Contingent  Fund 51,510  66 

Protit  and  Loss 107,908  66 

Unclaimed  Dividends 2,757  00 

Due  Connecting  Roads 24,223  61 


$3,917,899  83 


Krle  Kallroad. 

Subjoint^d,  our  readers  will  find  a  communica- 
tion addressed  to  the  Directors  of  the  Erie  Rail- 
road to  which  we  solicit  attention. 

We  are  happy  to  state  our  conviction  that  the 
Erie  Railroad  Company  has  passed  its  weakest 
point,  and  that  its  course  for  the  future  will  be 
one  of  improvement  iu  the  management  of  the 
road  and  its  finances,  as  well  as  in  popnlar  esti- 
mation. In  the  latter  particular  we  are  (satisfied 
that  the  road  was  never  so  strong  as  at  the' pre- 
sent instant.  As  its  merits  were  originally  taken 
for  granted,  so  when  it  began  to  lose  popularity, 
people  became  impressed  with  an  idea  of  its 
worthlessness  with  almost  equal  facility.  The  re- 
cent crisis  consequently  forced  our  leading  men, 
almost  for  the  first  time,  to  make  the  road,  its 
cf^ndition,  management  and  jirospccts,  a  subject 
of  careful  inquiry  and  investigation.  Tlie  result 
has  been  that  a  well  grounded  conciclum  of  the 
merits  of  the  road  has  taken  place  of  a  mere  as- 
fumptton  of  success  which  led  our  people  to  em- 
ba  k  in  it  in  ^e  outset,  and  of  distrust,  when  its 
merits  began  to  bo  doubted.  The  Erie  conse- 
quently never  occupied  so  strong  a  ground,  nor 
had  so  many  true  friends  as  at  the  present  mo- 
ment, and  really  ntwcr  had  so  bright  a  future 
before  it. 

With  a  firm  conviction  of  its  valuo  theru  api)ears 
to  be  a  disposition  to  place  such  men  in  its  direction 
as  will  bring  to  it  the  greatest  amount  of  strength, 
both  financial  and  administrative.  We  hope  to 
see  a  board  at  the  ensuing  election  that  shall  se- 
cure the  confidence  of  every  person  holding  a 
share  of  its  stock,  or  a  bond,  wherever  such  holder 
may  be.  As  a  large  amount  of  bonds  are  held  in 
Europe,  we  suggest  such  bondholders  should  be 
properly  represented  in  the  direction.  We  are 
satisfied  that  this  may  be  so  cbnstituked  as  to    se- 


cure to  the  company  confidence  in  its  manage- 
ment. A  road,  the  earnings  of  which  are  15  per 
cent,  gross  upon  its  cost,  and  which  are  increas- 
ing ut  the  rate  of  20  per  cent,  annually,  has  in 
it  abundant  elements  of  success.  We  do  not 
think  that  iu  England,  where  the  earnings  of  their 
leading  lines  hardly  equal  eight  j)er  cent.,  such  a 
road  as  the  Erie  would  be  desftaired  of;  nor  in 
this  country,  in  fact,  as  soon  as  our  people  come 
to  their  senses. 

There  have  been  some  unusual  causes  for  the 
extraordinary  decline  which  has  been  recently 
suffered.  In  the  first  place  nearly  the  whole  float- 
ing debt  owned  by  the  company  fell  due  in  Au- 
gust and  September  ;  a  blunder  for  which  the  pre- 
sent directors  are  not  chiefly  censurable.  In  pro- 
viding for  this  debt,  the  company  were  driven  to 
seek  the  help  of  parties  whose  real  object,  as  sub- 
sequently disclosed,  was  to  cripple  and  embarrass 
the  company,  instead  of  aiding  it.  There  is  no 
doubt  we  presume  the  person  who  endorsed  the 
company's  paper  to  the  largest  amount,  and  to 
whom  a  chattel  mortgage  was  executed,  did  what 
he  could  to  weaken  public  confidence  in  the  road, 
and  even  boasted  that  only  a  few  months  would 
elapse  oefore  "Ae  and  the  first  mortgagers  would 
have  the  road!"  Such  is  an  evidence  of  the  public 
spirit  which  actuates  one  of  our  richest  citizens. 
Thank  Heaven,  a  basis  of  confidence  i;*  secured  in 
public  estimation  which  will  place  the  Erie  Road 
beyond  the  reach,  or  influence,  of  such  sordid  and 
grasping  Shylocks. 

We  urge  upon  the  company  to  take  advantage 
of  the  favorable  state  of  feeling  which  prevails, 
by  .adopting  some  measures  for  the  liquidation  of 
the  Income  bonds,  or  for  meeting  the  future  liabi- 
lities of  the  company  as  shall  render  impossible 
the  recurrence  of  a  crisis  similar  to  what  the  com- 
pany has  just  gone  through.  A  permanent  improve- 
ment either  in  the  stocks  or  bonds  cannot  be 
relied  upon  till  this  is  accomplished.  With  a  com- 
petent system  for  the  management  of  the  road 
and  its  finances,  Erie  bonds  might  immediately 
be  made  one  of  the  mobt  popular  securities  in  the 
country. 

(For  the  American  Railroad  Journal.) 
Brie  Kallroad. 

To  the  President  and  Board  of  Directors  of  the ) 
New  York  and  Erie  R.  R.  Co.  f 

Gentlemen — We  have  such  a  vivid  perception 
of  the  rocks  and  shoals  amid  which  it  is  your 
heavy  task  to  pilot  the  Company's  valuable 
freight,  and  so  strong  and  clear  an  opinion  not  on- 
ly of  the  dangerous  scheme  of  navigation  which 
has  brought  the  Company  where  it  is,  but  of  the 
principles  by  which  alone'  with  any  reasonable 
certainty  the  ship  is  to  be  put  in  trim  for  foul 
weather  as  well  as  tine,  and  to  be  absolutely  insured 
againstshipwreck,thatwe  cannot  forbear,  at  all  risk 
of  being  deemed  intrusive  or  importunate,  to  press 
upon  you  our.  views  of  the  present  evils,  and  our  no- 
tions of  the  proper  remedy.  We  have  no  interest 
to  serve,  but  what  is  yours  also,  so  that  we  hope 
we  may  not  be  deemed  intrusive ;  we  have  no  ob- 
jection to  be  thought  importunate,  as  we  feel 
strongly  that  something  wants  doing  very  much 
more  vigorous  than  we  can  see  to  be  even  thought 
of,  and  we  are  therefore  very  earnest  and  urgent 
indeed. 

The  principle  adopted  by  railway  companies  is 
general,  both  here  and  iu  America  of  keeping  per- 


manently on  foot  a  considerable  bonded  debt,  is  a 
very  delicate  one  in  application,  and,  as  you  must 
have  already  found  out,  will  not  bear  overstrain- 
ing. There  is  a  class  of  investors  who  either  from 
necessity  (as  trustees,  &c.),  or  from  choice  (as 
quiet,  wa.y  unenterprizing  people)  desire  two 
things  in  their  security,  1st,  safe  interest,— .2nd,  a 
return  of  their  specific  principal  at  a  future  day ; 
but  there  is  a  second  and  much  larger  class  who 
are  content  with  that  which  the  great  bulk  of  in- 
vestments must  be,  viz  :  annual  mcome,  be  it  safe 
or  be  it  speculative,  without  any  right  to  a  speci- 
fic returh  of  principal. 

Of  this  latter  sort  are  nearly  all  the  national 
debts  of  Europe  (if  they  engaged  to  repay  the 
principal  the  Governments  would  just  smart  for  it, 
and  at  last  be  bankrupt).  Of  this  latter  class  is 
made  up  the  great  substratum  of  all  the  works  of 
public  companies.  It  is  not  very  difficult  to  prove 
in  theory  that  a  company  having  actually  sunk  its 
money  in  works  and  having  no  source  except 
from  revenue  from  which  to  pay  off"  loans,  onght 
not  to  have  any  loans  except  what  are  arranged 
to  be  so  paid,  but  in  practice  it  may  be  found 
safe  and  advantageous  to  keep  on  foot  a  moderate 
debt,  but  the  safety  and  advantage  are  indispensa- 
ble elements.  The  amount  of  debt  ought  to  be 
kept  so  low  as  to  avoid  all  chance  of  embarrass- 
ment,  and  the  terms  given  ought  to  be  such  a 
moderation  in  the  rate  of  interest  as  to  recom- 
pense the  company  for  its  responsibility  in  under- 
taking, on  a  given  day,  at  ali  risk  of  the  money 
market,  to  reimburse  a  specific  principal.  Now 
let  us  ask  how  the  Erie  Company  have  kept  these 
two  principles  in  view.  The  indebtedness  is  to  the 
capital  stock  as  5  to  2,  in  England  the  invariable 
rule  is  not  to  exceed  1  to  3.  The  consequence  is 
that  though  the  revenue  is  ample  to  cover  the  in- 
terest, it  is  public  gossip  and  scandal  that  the 
Company  is  always  in  hot  water — acceptances 
pressing  on  the  market — temporary  debts  falling 
due,  masses  of  bonded  debt  looming  at  various 
dates,  some  near,  some  far  off — heavy  interest 
paid  on  the  former,  and  ruinous  discounts  submit- 
ted to  on  the  latter — the  evil  day  is  always  being 
staved  off"— the  pressure  is  got  over  only  to  come 
on  again.  It  is  a  mere  question  of  time  when  the 
accumulated  bribes  and  penalties  required  by 
such  a  system  will  eat  up  the  $10,000,000  of  capi- 
tal stock  and  make  the  indebtedness  equal  to  the 
whole  actual  bona  Jide  cost  of  the  company's  pro- 
perty. A  very  giant  of  a  company  must  sink 
under  twenty  years  of  such  process  unless  he 
rouse  himself  and  say  "It  is  enough — I  will 
grapple  with  this  bloodsucking  system.  I  have  a 
handsome  income  and  will  husband  it  till  the 
money  lenders  become  my  suppliants  instead  of 
worrying  me  and  bullying  me  while  a  clique  of 
speculators  make  footballs  of  my  bonds  and  poor 
contempt  on  ray  property." 

As  to  the  advantage  of  the  heavy  debt  system 
it  needs  little  arguing.  No  doubt  some  small  ad- 
vantage is  at  least  generally  secured  by  the  sale 
or  a  bond  for  say  $1,000  at  seven  per  cent,  over 
the  sale  ot  a  perpetual  annuity  of  $70,  provided 
the  bond  be  of  the  jir%t  order.  In  England  this  dif- 
ference may  be  on  an  average  equal  to  one-<iuar- 
ter  per  cent,  per  annum  ;  but  in  tivies  of  tight 
money,  it  is  just  the  reverse,  the  well  s<:cured  an- 
nuity (or  preference  stock)  will  sell  to  pay  4)4  to 
}£  per  cent,  when  the  Company  are  giving  5  per 
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cent,  and  a  commission  for  money  on  bonds.  In 
fact  our  preference  stocks,  standing  in  order  be 
tween  the  bonds  and  the  common  or  ordinary 
share  capital,  have  become  a  very  popular  and 
favorite  security  ;  and  so  most  distinctly  they 
would  become  in  America,  if  the  companies  would 
have  the  energy  to  adopt  and  gradually  work  into 
practice  the  following  system  :  1st,  a  bonded  debt 
of  not  more  than  ono-third  of  the  whole  outlay  of 
the  Company,  (say  in  the  proportion  of  1  of  debt 
to  2  of  pref<!rence  stock  and  ordinary  stock  tog- 
ether); 2nd,  preference  stock  not  exceeding  an- 
other third  part ;  3d,  ordinary  st(x:k. 

If  the  Erie  Company  could  attain  this  position, 
such  bonds  would  be  first  class,  and  would  require 
DO  bribes  nor  discounts  for  their  renewal,  the  pre- 
ference stock  would  become  very  popular  in  Eng- 
land and  we  think  at  home  also ;  and  the  ordinary 
stock  would  assume  a  very  different  standing  by 
being  set  free  from  the  fear  of  embarrassmebt  and 
bankruptcy  from  the  pressure  of  inferior  bonds, 
floating  debt,  &c.,  &c.,  and  by  the  energies  of  the 
Directors  being  left  free  to  the  one  great  duty  of 
developing  the  revenue  of  the  Company  instead 
of  being  ever  on  the  rack  with  the  duties  of  com- 
plex financiering,  duties  which,  we  dar«  say,  they 
discharge  with  great  diligence  and  much  anxiety, 
and  in  many  cases  with  personal  reponsibility. 
What  we  want  to  urge  is  that  with  a  little  vigour 
all  this  may  be  put  an  end  to  entirely. 

We,  therefore,  urge  you,  gentlemen,  to  lay  all 
this  state  of  affairs  explicitly  and  candidly  before 
your  stockholders.  Lay  before  them  8ome"scheme 
for  getting  rid  of  all  that  debt  which  now  keeps 
the  Company  in  hot  water,  and  depresses  both 
bonds  and  shares  in  the  market,  and  makes  the 
income  of  the  shares  entirely  unreliable.  Call  them 
together  and  get  their  sanction  to  such  a  schtme : 
go  for  legislative  authority  if  needful,  and  put  the 
scheme  to  work.  Oar  plan  is  as  follows.  It  is  the 
result  of  long  deliberation,  with  as  full  a  know- 
ledge of  the  Company's  affairs  as  we  can  get  on 
this  side  the  water. 

Procure  legislative  authority  to  issue  a  seven 
per  cent,  preference  capital,  equal  to  your  ordinary 
stock,  say  $10,600,000  and  power  to  pay  it  in  lieu 
of  cash  as  dividends  on  ordinary  stock.  The  pro- 
ceeds of  this  preference  stock  to  be  applied  sole- 
ly in  paying  off  debts  or  buying  up  bonds  in  the 
market.  This  stock  not  to  be  sold  under  par,  and 
the  interest  to  be  paid  with  sacred  regularity. 

The  permanent  ultimate  debt  of  the  Company 
to  be  fixed  at  $18,000,000,  the  toUl  of  the  mortr 
eages;  the  total  capital  wou'd  thus  be  $34, 000,- 
000,  or  you  might  have  it  $36,000,000  by  enlar- 
ging the  ordinary  shares  and  preference  stock  to 
$11,000,000  each.  Any  debt  beyond  this  to  be  ex- 
tinguished, and  any  extra  outlay  needed,  to  be 
provided  out  of  revenue. 

We  suppose  new  the  bonds  debts  &c.  are  about 
$'56,000,000,  interest  $1,750,000 ;  the  clear  reve- 
nue even  now  cannot  be  less  than  $2,500,000,  and 
we  cannot  be  wrong  in  saying  that  if  the  board 
could  coolly  attend  to  it,  it -would  be  immediately 
$2,760,000,  per  annum.  This  leaves  $1,000,000 
annually  clear  to  get  the  company  out  of  its  diffi- 
culties, but  say  $900,000.  Set  aside  $160,000  as 
a  reserve  fund  for  extra  works  extinguishing  debts, 
dec,  &c.,  and  then  systematically  for  a  series  of 
years  use  the  balance  in  redeeming  the  company's 
debt    and    DOQ-mort^age    bonds,  call   these   at 


present  $11,000,000,  and  even  assume  that  the 
net  revenue  will  not  further  increase,  anil  without 
touching  the  $150,000  annual  reserve  fund,  the 
whole  would  be  redeemed  in  fifteen  years ;  but 
taking  into  account  the  discounts  at  which  bonds 
might  be  picked  up  at  suitable  opportunities 
of  se  Uing'  the  preference  stock  at  par  and  the 
probable  large  increase  of  net  revenue,  possibly 
the  whole  thing  might  be  done  in  ten  or  a  dozen 
years  ;  during  the  whole  of  which  time  the  only 
privation  of  the  old  shareholders  wonhi  be  a  very 
regular,  full  and  close  division  of  profits  in  the 
shape  of  a  prime  security  (instead  of  irregular 
unreliable  dividends  in  cash)  but  with  abundant 
compensation  and  advantages  on  every  other 
ground. 

At  present  we  cannot  recommend  the  shares  to 
our  friends,  but  with  such  a  change  as  this,  and 
the  certainty  that  time  would  clear  off  old  embar- 
rassments we  could  recommend  them  very  cor- 
dially, and  no  doubt  should  buy  very  largely. 

Let  this  plan  be  vigorously  put  in  force,  and  we 
will  guarantee  that  all  Erie  Railroad  securities 
will  at  once  take  a  much  higher  stand  and  you 
will  set  a  high  example  of  reform  for  all  other 
companies  to  follow ;  and  a  seat  at  the  Erie  Board 
will  be  a  pleasant  place  for  a  right  minded  man 
of  business  to  sit  at,  instead  of  being  what  yon 
must  find  it  now  a  place  of  harassing  and  torment- 
ing anxiety. 

We  are,  (Jentlemen  l 

Your  most  obedient  servants 
(signed)  HESELTINE  &  POWELL. 

London,  September  1st,  1854. 


gaabary  and  Rrle  Rallr*«4. 

This  company  appears  to  have  got  into  trouble 
with  the  City  Council  of  Philadelphia,  which 
threatens  to  embarrass  its  operation  and  to  post- 
pone the  construction  of  its  road. 

The  Sunbury  and  Erie  Railroad  has  been  a  pro- 
minent scheme  in  Pennsylvania  almost  from  the 
date  of  the  earliest  railroad,  but  without  being 
able  to  to  command  the  means  for  its  construction. 
There  being  no  strength  upon  its  route,  the  as- 
sumed importance  of  the  road  to  the  trade  of 
Philadelphia  has  never  been  sufficiently  felt  to  in- 
duce her  citizens  to  undertake  its  construction.  It 
coasetiuently  remained  in  abeyance  till  the  recent 
railroad  mania  caught  hold  of  that  city,  under  the 
influence  of  which  her  council  voted  to  subscribe 
$2,000,000  to  the  stock  of  the  road,  jyrovided  an 
equal  amount  of  other  subscriptions  could  be  pro- 
cured. These  were  nominally  obtained,  and  upon 
the  faith   of  ihem  the  city   subscriptions   were 

made.        \V_-  .v-^tv  .*;;.^.vi;«^;;^-'..-,-'t   .  ," 

The  conditions  precedent  to  the  city  subscrip- 
tion were  as  stated,  with  an  additional  one,  that 
upon  the  outside  stock,  10  per  cent,  in  cash  should 
be  paid.  These  conditions  were  virtually  com- 
plied with.  It  was  of  course  supposed,  that 
the  payments  upon  the  city  subscription,  and 
those  made  by  other  parties,  would  proceed  pari 
passu.  But  as  usual  in  such  cases,  the  subscrip- 
tions made  to  secure  that  of  the  city,  turn  out  to 
have  been  made  (with  ope  or  two  exceptions, 
which  were  subsequently  released  by  the  compa- 
ny i)  by  parties  unable  to  respond  j  and  the  com- 
pany, pressed  for  money,  have  succeeded  in  ob- 
Uining  about  $1,260,000  from  the  city,  while  only 
07U  instalment  has  been  paid  by  the  o(bw  stock- 


holders. These  i  facts  coming  to  light,  the  City 
Council  took  the  matter  in  hand,  and  rei>orl 
among  other  thing,  the  facts  stated.  This  report 
and  the  proceedings  of  the  company  have  given 
rise  to  a  groat  ^eal  of  ai>gry  new  spaper  and  {K:r- 
sonal  controvorsK-  in  Philadelphia,  and  threatens 
as  stated,  to  ups<t  the  road  altogether. 

The  result  is  a  necessary  consequence  of  th« 
unnatural  alliance  that  had  b^n  formed.  Private 
enterprire  refused  lo  take  up  the  project.  It 
could  not  see  its!  way  clear  to  save  the  money  to 
be  put  iutu  it.  But  the  people  of  Philadelphia 
were  persuaded  to  do  colkctirdu,  what  they  would 
not  do  individ Hilly.  They  voted  to  lend  their 
credit  to  the  roai  wliiie  as  individuals  they  would 
not  take  a  penny  of  its  stock. 

To  make  I'pjhe  necessary  balance,  resort  was 
consquently  badi  to  parties  who  had  nothing  to 
invest;  :'peiato)is,  who  subscribed  the  reqnisie 
amount,  not  as  {an  invest ment  but  as  a  means  of 
making  money  ont  of  the  city  and  the  company. 
With  much  ado  |they  pay  up  the  first  instalment 
which  gave  the  company  the  keys  to  the  city 
treasur}-,  since  Which  not  a  penny  has  been  re- 
ceived from  any  other  source. 

We  are  not  suri)rized  at  the  result.  A  different 
one  was  hardly  possible.  If  a  city  like  Philadel- 
phia expects  to  find  itself  a  match  for  such  men 
as  Mr.  Crane  and  his  associates,  they  are  much 
mistaken.  The  result  shows  that  they  were  no 
match.  It  is  ailways  so.  This  is  the  reason  why 
we  object  to  halving  such  a  city  as  Philadelphia 
subscribe  in  hejr  coiporate  capacity  to  railroads. 
We  lay  it  dow^  as  a  cardinal  principle  that  no 
road  which  do^s  not  promise  to  pay  on  its  cost 
should  be  builti  and  when  the  citizens  of  a  town 
of  500.000  pec^ple  see  no  inducement  in  a  pro- 
posed road,  nei^ier  in  the  income  nor  business  to 
be  derived  from  it,  it  is  conclusive  evidence  to 
our  minds  that  the  city  should  not  undertake  to 
do  what  privateienterp  ise,  and  private  interest  will 
not.  We  are  o^pposed  to  all  such  sneaking  ways 
of  avoiding  responsibility.  Ther«  Is  a  plenty  of 
money  in  Phil^elphia.  If  her  merchants  btlicvt 
the  road  woul^  give  her  the  trade  of  the  Lake, 
they  would  noli  hesitate  an  instant  to  build  it ;  or 
if  believing  so,  they  will  not  build  it,  they  ought 
not  to  have  it. 

The  untowaid  result  created  not  a  little  iudif- 
nation  on  the{  part  of  the  city  press  through 
which  alone  tlie  public  sentiment  of  the  city  is 
audible  to  us ;  but  without  good  cause  we  think . 
The  City  Council  voted  and  paid  away  its  securi- 
ties willingly  ajod  freely.  It  consented  to  go  into 
copartnership  with  Mr.Crane  and  his  associates,  a 
man  whom  the  report  referred  states  had  not 
credit  for  a  dollar.  Such  men  never  expect  to 
pay  a  dollar  in  such  transactions.  They  expect 
to  make  through  a  contract  for  construction,  or 
by  some  slight  of  hand ,  a  sum  equal  to  that  which 
they  are  called  upon  to  pay  ;  so  thai  let  a  city 
like  Philadelphia  agree  to  furnish  one-half  of 
the  cost  of  a  road,  and  ten  to  one,  it  will  fur- 
nish  the  whole.  Op^rato'-s  who  are  up  to  sharp  -. 
practice,  would  not  only  secure  such  a  result 
with  ease,  but  will  often  do  better.  When  a  city 
goes  into  copartnership  with  snch  men,  they  mus( 
not  complain  at  being  oven-eached  ;  neither  have 
they  a  right  to  turn  savagely  upon  the  company  s 
officers,  as  we  see  they  kave  upon  Mr.  Cooper,  the 
President,  for  not  doing  thine*  >°  <^^  regular  and 
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formal  manner  expected  from  a  person  when  his 
pockets  are  stuffed  with  cash.  The  company  ex 
pected  to  get  tlio  road  by  giving  82,000,000.  That 
was  for  a  i)roblcm  set  Mr.  Cooper  to  solve.  lit 
could  not  build  it  for  that  sum  though  be  appears 
to  have  tried  bard  to  do  so;  and  ia  his  efforts 
may  have  done  some  indiscrete  things,  and  ex 
posed  himself  to  censure. 

Perhaps  there  is  not  much  wisdom  in  telling 
the  Philadelphia  people  that  nobody  so  much  to 
blame  in  the  transaction  as  tlieraselves.  If  they 
will  not  put  their  own  money  into  the  road,  we 
should  like  to  know  upon  what  ground  they  ex- 
pect strangPTH  to  do  so.  The  very  fact  that  they 
had  to  go  out  of  the  State  for  subscriptions  by 
which  to  attach  the  liability  of  the  city  shows  the 
object  with  wliich  such  sul).scrii)tions  were  made, 
which  was  to  make  money  out  of  the  road  instead 
•f  building  it.  Men  of  sense  will  not  put  them- 
selves on  a  par  with  a  professed  and  unscrupulous 
"operator,"  and  that  a  city  should  do  so,  shows  it 
to  be  as  much  wanting  in  sense,  as  such  corpo- 
rations we  supposed  to  be  in  conscience. 

Another  evidence  of  the  profound  wi.sdom  of 
municipal  bodies  is  to  be  found  in  the  motive 
that  led  to  a  cancelling  of  the  lease  of  the  lower 
part  of  the  Sunbury  and  Erie  Railroad  to  the 
Catawissa  Company.  The  former  being  in  want 
of  money  before  the  citj-  subscriptions  could  be 
reached,  applied  to  the  Catawissa  Compan3'  for 
aid  by  an  endorscinf  nt  of  the  bonds  of  the  for- 
mer, and  Jis  a  consideration  therefor,  executed  a 
lease  of  a  portion  of  its  road  as  before  stated. 
But  the  Catawissa  Road  has  au  ugly  look  toward 
Sew  York,  where  we  believe  it  is  controlled.  In 
the  opinion  of  the  sage  legislators  of  Philadelphia 
it  was  not  safe  to  leave  commerce  to  determine 
its  own  routes  to  market.  Almost  the  first  thing 
done  therefore  after  the  city  espoused  the  i)roject, 
was  to  cancel  tlie  aforesaid  lease,  by  taking  up 
the  endorsed  bonds,  which  was  done  by  issuing 
an  equal  number  of  Philadelphia  sixes,  or  a  par 
security,  for  one  we  should  say  to  be  dear  at  75. 
It"  strikes  us  that  this  specimen  of  financiering 
is  about  on  a  par  with  a  policy  which  takes 
the  most  effectual  step  to  render  a  road  imi)rofit- 
able  by  damming  up  its  best  outlet.  Alter  such 
a  step  would  any  person  take  stock  in  the  road 
as  an  investment  ?  Certainly  not.  The  city  must 
now  build  the  road,  if  built  at  all.  If  it  apparent- 
ly receives  aid  from  others,  it  will  be  only  offt'red 
as  a  means  of  making  money  out  of  the  city, 
which  is  certain  to  bear  the  load,  as  it  has  done. 

After  all  that  has  been  done  and  said  in  re- 
ference to  this  road,  we  should  be  sorry  to  see  it*' 
abandoned.  It  will  be  remembered  that  the  Le- 
gislature of  the  State  at  its  last  session  compelled 
the  Lake  Shore  Railroad  to  subscribe  S500,000  to 
the  Sunbury  and  Erie  as  the  price  of  a  peaceful 
right  of  way  through  the  State.  We  should  be 
sorry  to  see  a  course  taked  which  would  render 
this  stock  valueless.  AVe  should  like  to  see  it 
built  as  the  means  of  develo[>ing  the  resources  o^ 
a  rich  but  unsettled  pwrtion  of  the  country.  We 
should  also  like  to  see  an  additional  avenue  be- 
tween the  Laken  and  tide  water.  In  fact  we  do 
not  well  see  how  Philadelphia  is  to  get  along 
without  this  road,  if  she  presumes,  as  she  pro- 
poses, to  run  with  New  York  a  race  for  commer 
cial  supremacy.  It  is  the  trade  of  the  Lakes  to 
which  New  York  owes  her  greatness.    It  is  not 


difScult  to  see  that  every  year,  the  trade  of  the 
interior  is  tending  still  more  strongly  toward  their 
shores,  upon  which  are  springing  up  the  seats  of 
commerce  and  manufactury  in  the  great  valley. 
That  great  water  line  may  be  regarded  as  the 
axis  of  the  commercial  system  of  this  country. 
For  Philadelphia,  therefore,  to  give  up  her  Lake 
communication  is  to  retire  from  the  race  before  it 
is  commenced ;  and  to  abandon  to  her  rival  with 
a  struggle  the  field  where  the  battle  is  really  to 
be  fought. 


niissUsippI  Central  and  Tcnueasee  Railroad. 

The  celebration  at  Bolivar  on  breaking  ground 
on  the  Mississippi  Central  and  Tennessee  Railroad, 
connecting  that  place  with  Jackson,  came  off  on 
Thursday  of  last  week.  About  three  thousand 
persons  were  said  to  be  present.  Speeches  were 
made  by  Judge  Milton  Brown,  Dr.  A.  Jackson, 
John  V.  Wright,  and  Mr.  McCrary,  after  which 
the  large  assembly  partook  of  a  sumptuous  bar- 
becue. 

The  depot  at  Jackson  has  also  been  located,  in 
the  western  portion  of  the  city,  not  far  from  the 
residence  of  Mr.  James  Caruthers,  and  on  his  land 
— which  event  was  celebrated  there  by  a  brtlUaot 
illumination. 


Boston  and  Ne'er  Yorlc  Central  Railroad. 

The  work  of  laying  the  rails  on  the  Boston  and 
New  York  Central  Railroad,  between  Dedham  and 
Summer  street,  has  been  commenced.  The  road 
is  all  in  coijdition  for  the  work  from  the  junction 
at  South  Dedham  to  a  point  near  the  Boston  line, 
some  eight  miles.  The  rail  to  be  used  is  the  com- 
pound rail,  called  also  the  male  and  female  rail. 
It  makes  a  continuous  bearing,  and  is  capable  of 
being  run  at  greater  speed  than  any  other  pattern. 
This  is  the  only  rail  of  this  kind  in  New  England. 
Its  weight  is  .seventy  pounds  to  the  yard,  of  Amer- 
ican iron,  rolled  expressly  for  this  line  by  the  Bay 
State  Iron  Company.  The  compound  rail  is  in  use 
on  some  twenty  miles  of  the  New  York  Central 
Road,  and  one-half  of  their  second  track  is  being 
aid  with  it. — Boston  Courier. 


Indianapolis  and  Peru  Railroad. 

At  the  meeting  of  the  stockholders  of  this  road 
held  at  Noblesville  on  the  1 2th  inst.  the  following 
gentlemen  were  elected  Directors  for  the  ensumg 
year : 

Samuel  N.  Strader,  Nathan  Powell,  Madison. 

John  Wooley,  Willis  W.  Wright,  John  Burke, 
David  Macy,  Indianapolis. 

E.  Nottingham,  H.  G.  Finch,  Noblesville. 

E.  M.  Sharp,  Shaipsville. 

C.  D.  Murray,  John  Bohum,  Kokomo. 

A.  A.  Cole,  Ira  Mendenhall,  Peru. 

At  a  subsequent  meeting  of  the  Directors  the 
following  gentlemen  were  elected  ofUcers  : 

President — Samuel  M.  Strader. 

Secretary — Theo.  P.  Haughey. 

Treasurer — John  Woolley.  ,    ," 

Superintendent— E.  0.  Barney.   .... 


Alabanta  and  Tennessee  Railroad. 

We  observe  by  the  Selma  Reporter  that  this 
company  are  endeavoring  to  dispose  of  their  bonds 
among  the  stockholders  of  their  road,  and  the 
planters  on  the  line.  Although  by  reason  of  the 
comparative  shortness  of  the  crops  of  Alabama, 
these  classes  of  people  may  not  be  able  or  dispos- 
ed to  take  up  the  required  amount  of  the  compa- 
ny's socurities,  yet,  the  effort  reflects  creditably  on 
the  substantial  character  of  the  enterpriNP.  The 
commanding  position  of  the  Alabama  andjTennes- 
see  road,  with  the  large  local  interest  identified 
with  the  work,  are,  together,  good  guarantees  of 
the  ultimate  profit  of  its  stock  and  the  permanent 
safety  of  its  bonds. 


Orange  and  Alexandria  Railroad  Extension. 

It  was  reported  yesterday  that  the  grading  on 
the  whole  line  of  the  Orange  &  Alexandria  Rail- 
road extens-ion,  from  Charlottesville  to  this  city, 
had  been  let  to  energetic  and  responsible  contrac- 
tors. We  trust  the  report  may  be  true  and  that 
the  opening  of  this  splendid  conuectian  for  Nor- 
thern and  Southern  travel  will,  as  a  consequence, 
speedily  be  made. 

The  books  for  subscription  to  the  stock  of  the 
Alexandrie  and  Washington  Railroad  were  opened 
Irst  Tuesday,  at  the  Mayor's  oflice  in  Wasnington, 
in  Geotgetown,  and  in  Alexandria.  The  capital 
stock  i-equired  is  ^300,000,  two- thirds  of  which 
must  be  sub.scribed  before  a  company  can  be  or- 
ganized ;  and  two  dollars  per  .share  of  $10J  each 
must  be  paid  at  the  time  to  the  commissioners.     , 

Manchester     and     La^vreuce      Railroad    of 
New  llsnipaiiire. 

The  earnings  of  the  Manchester  and  Lawrence 
Railroad  for  the  four  months  ending  July  31,  were 
$61,816,  an  increase  of  $12,062  over  the  earnings 
of  the  corresponding  months  of  last  year.  The 
Manchester  Mirror  states  that  the  company  com- 
mence operations  in  the  new  repair  shop  at  Man- 
chester this  week.  They  have  built  in  connection 
with  the  Concord  road,  a  commodious  freight 
house,  and  are  also  build  ng  a  fine  station  house 
to  be  owned  in  common.  The  capital  stock  of  the 
company  is  $900,000.  ,,, .    .,  ,  ,.,.;.^,; 

No  More  Lands  to  be  Reserved  for  Railroadf. 

The  following  letter  from  the  Secretary  of  the 
Interior,  addressed  to  the  Hon.  Alfred  Iverson, 
gives  the  conclusion  to  which  the  Department  has 
come  in  reference  to  public  lands  reserved  for  rail- 
roads. We  find  it  in  the  Columbus  Times  of  Au- 
gust 30. 

Depaht.ment  ok  thk  Intkrior,  August  25,  1854. 

Sir :  In  reply  to  yours  of  the  21st,  requesting 
that  the  President  will  withdraw  from  sale,  or  pri- 
vate entry,  the  land  within  a  belt  of  twelve  miles 
on  each  side  of  the  proposed  Mobile  and  Girard 
Railroad,  I  have  to  state,  that  the  whole  subject 
of  the  withdrawal  of  lands  for  railroad  purposes 
has  recently  been  fully  examined  and  considered, 
and  that  it  has  been  determined,  with  the  appro- 
bation of  the  President,  to  bring  into  market,  with 
as  little  ddlay  as  practicable,  all  land-s  heretofore 
withdrawn  for  such  roads  as  have  not  been  favor- 
ably acted  upo'i  by  Congress,  and  to  decline  here- 
after to  withdraw  lands  for  such  purposes,  until 
after  the  grant  shall  have  been  actually  made. 

I  am,  sir,  very  respectfully,  your  obedient  ser-T 
vant. 

R.  McClklland,  Secretary 

Hon.  A.  IvERsoN,  Columbus  Qa. 


iv  ■•»■ 


SEPTIMUS  NOKRIS, 

CIVIL,  MECHANICAL  &  CONSULTINU  ENUINKEK 

OFFERS  his  services  to  Railroad  Coinpanies  aiid  Engineer:^, 
to  provide  tbcm  with  I'lans  and  Proportions  of  Locomo- 
tives lor  burning  coil  or  wood  ;  calling  the  a  ttciition  of  EnKi- 
neeta  and  Railroad  Managers  to  his  JVeic  PateJit  Boiler  for 
Iniming  Anthracit  Coal;  also  Plans  for  Depot  Buildings, 
Railroad  Tools,  and  all  kinds  of  Machinery  appertaining  to 
Railroads  ;  he  wiH  also  superintend  f>eraooally  the  construction 
and  building  of  any  Locomotives  tliey  may  order,  in  \h\&  or  any 
other  city,  so  as  to  insure  the  Companies  rectiving  giKxl  ma- 
Chines  and  Ciithflil  workmanship. 

Having  been  engaged  for  Diany  years  professionally  as  Engi- 
neer upon  many  of  our  mojt  important  Roads,  in  iheir  I.iOca- 
tion,  Building  and  Equipment,  and  for  tlie  last  20  yeurs  practi- 
cally engaged  in  the  Manufacture  of  Locomotives,  feels  satis- 
fied, lie  can  aate  the  Companies  telio  may  tliink  proper  to  en- 
gage his  services,  many  doUars,  mid  loss  by  receiving  imperfect 
machines,  which  have  been  boi't  and  put  together  hastily. 
Address  to  No.  28  Summer  st,  I'hSadclpbia. 

A.  B.  Warford,         ^^ 

Chief  Engineer,  Susquehanna  Railroad,  HarrLsburg,  Pa. 

NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
the  times  and  places  therein  mentioned : — 
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ENLARGEMENT  OP  ERIE  CANAL— EASTERN 

DIVISION.  : -•; 

Sealed  proposals  will  be  received  at  the  En 
gineer's  OflBce  in  the  city  of  Utica,  until  Monday, 
the  9th  day  of  October  next,  at  10  oclock,  a.  m., 
lor  the  following  described  work : — 

Aipount  ot 
Description  of  Work.      Penalty  in         Time  of 

Bond.         Completion. 

Section  No.  IG $7,500 ....  1st  April,  1856 

36 3,300.... 

37 6,200.... 

57 7,000....  „    1857. 

68 9,500.... 

59 6,000.... 

"  60 6,000.... 

61 6,000.... 

62 12,400.... 

•  „         75 6,100....  ;;    1856. 

T8 5,800.... 

„        131 6.300....  „     1867. 

•  ;.     »       132 5,800.... 

"^,        133 6,000.... 

Lock  No.   34 6,600....  1st  July,   1856. 

38 6,000....  „ 

■^       ,.         40 6,200 , 

42 6,200.... 

Waste  Weir  on  Sec.  120.  1,200....  Ist  April,  1855. 
Bridge    Abutments    on      •- . 

Sections   15,   16   and 

17 2,500....  1st  July,  1855. 

Bridge    Abutments    on 

Sections  36  and  37. . .   1 ,300 „ 

Bridge    Abutments    on  .  ., 

Sections  67,   68   and  .,    ,   -    . 

59  and   Main    street 

Bridge  at  Fultonville.  3,000....  „     1855 

Bridge    Abutments    on 

Sections  60,   61   and 

62 2,000.... 

Bridge    Abutments    on  ^  v    . -= 

Sections  75  and  78. . . .  l,500,^,i'  '' "*     „    1855, 
Bridge    Abutments    on 

Sections  111.  116.  121 

and  122 2,000.... 

Bridge    Abutments    on 

Sections  132  and  133.      900....  „     1856 

Culverts  on  Sections  59  ,  -  -.ij 

and  60 1,200....'  V,   " 

Culverts  on  Section  75 .      600 ....  1st  April,  1850 
Culvert  at  Van  Vran- 

ken's  on  Section  18 . .      .".00 ... .  1st  July,  1865. 
Culverts  on  Sections  112 

and  121 1,100....  1st  April,  1856 

Culverts     on    Sections 

131,  132  and  133 ....    1,200 ....  Ist  July,  1866, 
Completion  of  Phillips' 

Aqueduct 1,300 Ist  April,  1865, 

*  BLACK  RIVER  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  at  Lyons  Falls  until  Thursday,  the 
12th  day  of  October  next,  at  10  o'clock  a.  m.,  for 
the  following  described  work : — 
Reservoir  at  Wood  Hull 

Lake S3,700....  1st  Oct.,   1865. 

Reserv'r  at  N'rth  Br'nch  ■.,-  , 

Lake 5,500....      :    S|":^ 

11   Lock   Houses  from        .....         ^.^i  >' 

Boonville    to    Lyons 

Falls 1,000.... 

Sluices    around    Locks 

No's.  84  to  69  inclus .  2,900 . . . .  lat  Aug.   1855. 

MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracns«  until  Satur- 
day, the  14th  day  of  October  next  at  10  o'clock 
in  the  forenoon  for  the  following  described 
work : — 

Section  No.l95 $6,400 ....  1st  April,  1857. 

196 4,300.... 

J,  l«/i.*».,    •*    7 ,^UU •  •  ■  •  jy 

Centre  Port  Aqueduct. .   3,400 „ 

Port  Byron       do.         .  7,000....    ..jj., 

OSWEGO  CANAL. 
.     Sealed  proposals  will  be  received  at  the  En- 


gineer's Office  in  the  village  of  Fulton  until  Mon- 
day, the  16th  day  of  October  next,  at  10  o'clock 
A.M.,  for  the  following  described  work  :— 

Section  No.  3  below  Sa- 

lina $4,000....  Ap'I15th,1857. 

Section  No.  4  below  Sa- 

lina 7,400....        [    ^ 

Part  of  Sections  14  and 

15,  Gascon  Rapids.. .  12,700 „ 

Part  of  Sections  16  and 

17,  above  Phoenix 6,400 ....         j     „ 

Part  of  Sections  17  and  ■ ' 

18,  above  Phoenix  . . .   7,700 ....        „ 
Part  of  Sections  22  and 

23,  Morseman  level . .   6,500....   -  ^ 

Section  27  at  Fulton.  ..   6,000 „ 

CAYUGA  AND  SENECA  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
Tuesday,  the  17th  day  of  October  next,  at  10  o'- 
clock A.M.,  for  the  following  dejcribed  w«rk  :  — 

Section  No.  9 $7,200 ....  1st  April,  1850. 

10 8,600....  „ 

Dam  and  Guard  Gate  on 

Section  10 6,000..,.         t,iy 

Culverts  on  Sections  1  .  |      ' 

to  6  inclusive 2,200....     ;   it* 

Road  and  Farm  Bridge 

Abutments    on    Sec-  '    ' 

tions  1,  4  and  10 2,300.... 

ENLARGEMENT    OF    ERIE   CANAL— WEST- 
ERN DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion  until  Wed 
nesday,  the  18th  day  of  October  next,  at  10  o'clock 
A.M.  for  the  following  described  work,  between 
Lockport  and  Rochester: — 

Section  276,  with  penalty  in  bond  of $9,000, 
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6,700 

;; ....  7,000. 

„  ....  7,600. 

„  ....  8,400. 

, 9,200. 

5,700. 

, 4,100. 

„  ....  6,600. 

, 6,500. 

II  •  B  •  •  yj^iAi. 

II     ....       af  |OUU. 

„  ....    9,200. 

, 10,100. 

, 8,000. 

, 7,700. 

7,100. 

1 9,400. 

„  ....   7,600. 

...   8,800. 

...   9,700. 

...13,000. 

...   8,500 

...    8,600. 

...12,200 

...13,000. 

...   8,000. 

...   6.000. 
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Bridge  Abutments  on  Sections  270  to  283, 

inclusive 3,600. 

Bridge  Abutments  on  Sections  316  to  329, 

inclusive 7,300. 

Bridge  Abutments  on  Sections  330  to  3;i6, 

inclusive 6,400. 

Culverts  on  Sections  270  to  283  inclusive..   6,200. 

316  to  320        „       ..  6,500. 

322  to  329         „       ..   8,000. 

330  to  330         „       ..  4,000. 

306  „       ..   1,000. 

Waste  Weir  on  Section  330  „       . .      500. 

Iron  superstructure  .of  Genesee  st.  Bridge, 

Buff. 1,600. 

The  superstructure  of  Genesee  street  Bridge 
and  the  Culvert  on  Section  306  to  be  completed 
by  the  1st  day  of  April,  1855,  and  the  remainder 
of  the  above  work  by  April  lat,  1856. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
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every  kind  of  work ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  ujwn;  and  no 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  jtroposal  for  the  same 
work  or  materials,  or  any  part  of  the  same  ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  Uie  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteicsted  in  any  contract 
that  may  be  made  in  p  ji-suance  of  such  proposal. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  smch  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisor  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  res{>on8ibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  chapter  27b,  of  the  laws  of  1850. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner^until  the  whole  work,' which  is  the  subject 
of  the  contract,  shall  In;  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  con.se- 
quence  of  any  combination  or  otherwise,  excessive 
and  disadvantageous  to  the  SuCe,  they  may  de- 
cline all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procuced  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as 
may  be  exhibiu^d  at  the  .several  offices  prior  to  the 
letting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  persons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
^•erformance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  u[)on  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specificaUV'fis,  quantities  of 
materials,  propositions,  blank  coutracta  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  Sept.  13th,  1864. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,     '  Canal  Comni'ra    , 
CORNELIUS  GARDINIER,) 
JAMES  M.  COOK.  Comptroller. 
JOHN  T.  CLABE,  SUte  Eng.  aod  Soryeyor. 
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Zl^UAH  COL  BURN, 

SNGINEBR  AND  AGENT 

FOR  the  I>esi){ii,  Oonst-iiction,  Valuation  and  Piirchaje  of  Lo- 
comoUvod  aiid  Railroad  Machinery. 

Offers  hia  services  to  RailruaJ  CoiopaDios  ia  et'her  of  these 
UeparliiicDta,  liaviu;,'  long  experience  and  the  beat  facilities  for 
•II. 

As  CONarLTiHO  Enoihbkk  be  will  advise  aa  to  thu  value  or 
adaptation  of  any  sy^teai  of  motive  power,  and  fiirin^h  draw- 
inj;.^,  c.-'ti.'iiatai  aud  s|>ei'iacalioii:«  fur  any  arraugenMut  of  ea((iue. 

Alt  ACTIMO  ENamitCR  he  will  sU|K*rintenil  tlie  coiuitruetion, 
•urvey,  or  rccoostructiuii  of  any  railroad  inartmiery,  and  yuar 
autee  aatinfitctory  result». 

Aa  Contracting  Engimkeb,  haviut;  coiuiectiiNi  wiih  the 
most  reliable  and  succesdful  iiiunuf^cturers,  lie  will  uej{Otiate 
for  the  purchase  of  Loroinotiveii  of  the  very  be:<t  construction 
aud  proportions.  Alwt  WlieeU,  Tire:i  and  Repair  Shop  ftla- 
chinery. 

Having  much  ex^ierieifce  in  Patent  Bu.'«inf!it><  he  will  undertake 
the  preparation  of  Drawinj^s,  Specirtcationa,  Applications  for 
Patent  or  Caveat  and  other  (lapers  necessary  for  inveiitont.  Ue 
ia  able  to  give  material  assi-staiice  in  bringing  inventions  aud  im- 
provement;! in  Railroad  Machinery  into  favorable  notice. 

CHILLED  TIRES   FOR   LOCOMOTIVE  DRIV- 
ING WHEELS. 

Zerab  Colburn  retains  the  principal  agency  for  the  sale  and 
right  of  use  of  this  valuable  improveaieut,  and  will  Airnish  the 
most  substantial  guar.intees  of  its  Safety,  Durability,  Adhesion 
and  great  Eoohomt. 

dlUce,  3d  floor  American  Railroad  Journal  Building, 

No.  0  Spruce  street, 

A'etp  York. 
REFERENCES. 

Tbe  New  Jersey  Locomotive  and  Machine  Co. 

Jam4s  Jackson,  Pres't  ,  Paterson,  N.  J. 

Ohas.  W,  Elliott,  Vice  Pres't  ,  59  Beaver  str.,  N.  Y. 

Henry  V.  Poor,  Esq.,  Editor  Railroad  Journal,  New  York. 

Oea  D.  Phelps,  PreVt.  Del,  Lack  ami  Western  Railroad. 

GeaW. Whistler,  V.c    Piea't  New  York  &  New  Haven  B.R. 

William  Raymond  Lee,  Esq.,  Bostoa. 

Buxb  &  Lobdell,  Wilmingtoa,  Del. 

Oliver  M.  Hyde,  Bsij.,  Mayor  City  of  Detroit. 

NUGENT'S  COLLliiGE 

OF 

ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.   Nugent,  C.  E.,    Principal. 

THE  design  of  this  Institution  is  to  atford  young  men  an  op- 
portunity of  a  squiring  a  knowledge  of  the  professioo  of 
C'vil  Engineering,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowledge  of  Mathematics,  Architec- 
tural and  Mechanical  E  rafting,  Plain  and  Ornamental  Penman- 
ship, dec. 
For  further  particulars  address  the  Principal. 

iMew  York  and  Erie  R.  R. 

On  and  after  Wfdneaday,  Hepl.  20tlt,  and  until  lUrther  notice 

PASSENGER  TRAINS 

will  leave  Pier  foot  of  Duane  street, 

as  folk)W8,  vi£ :  — 

BurrALO   Express,  at  C  a.  m.  (br  Buffalo. 

DcxKiRK  Express,  at  6  a.  m.  for  Dunkirk. 

Mail,  at  8i^  a.  m.  for  Dunkirk  and  BuffiUo,  and  intermediate 
stations. 

RooKLAND  Passbhobr,  at  3^  p.m  ,  (from  foot  of  Chambers 
Street)  via  Piermont,  for  Suffem  and  intermediate  stations 

Wat  PA88CNOBB,  at  4  p.  m.,  for  Otisville,  and  intermediate 
stations. 

NiOBT  ExPRBSS,  at  &X  p.  m.  for  Dunkirk  and  Bufhlo. 

Bmigrakt,  at  6  p.m.,  for  Dunkirk  and  Butblo  an]  intermedi- 
ate Stations. 

On  Sundays  only  one  Express  Train— at  bH  p.m. 

These  Express  Trains  connect  at  Buffalo  with  flrst-class 
splendid  .Staaraers  on  Lake  Erie  for  all  ports  on  the  Lake  ; 
and  at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland, 
Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  Sup'L 
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Buffalo  MachliLery  Depot. 

BUFFALO,  N.  Y. 

H.  C.  BROWN,  Supt.  J.  W.  HOOKER,  Ptopritlor 

AM  prepared  to  lUrnisb  and  will  keep  constantly  on  hand 
from  the  best  manufacturers  a  fUll  stock  of  Maehinists' 
Tools  for  railroad  and  other  slioiv  -  such  as  Engine  and  Hand 
Lathes,  Large  Driver  Latlies,  Car  Wheel  Boring  Mills,  Power 
and  Hand  Planers,  Drill  Presses,  Punch  aud  Shears,  Axle  Lathe:<, 
Power  Wheel  Presses,  Boll  Cutters,  dec. 

J.  W.  HOOKER,  Buffalo,  A".  Y. 
Firer  Firt  r   Ftrff 
Preserve  your  books  in  one  of  Duryeo  &.  Forsytlis  celebrated 
Pire  King  salbs.     They  are  perfectly  secure  and  exoel  in  fimati, 
J.  W.  HOOKER,  Agent,  Buffalv. 
Kallroad  Track,  Suspension,  and  Depot  Scales,  Donuaut,  and 
Portable  Warehouse  Scales,   TrucM,   Baggage  Barrows,  and 
Manifest  Presses. 

Buffalo  Machinery  Deptt, 
General  Agency  fur  Rochester  Scale  Workt. 
H.  C.  BROWN,  Supl.  J.  W.  MOOK»B 


2,000 


For  Sale. 

STATIONARY  Engine,  having  cylinders 
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inches  bore  and  20  inches  stroke  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  about  six  months. 

ROGERS,  KETCHUM  &  GR03VEN0R, 
Paterson,  New  Jersey, 
jal.l4  29  tf.J  or  74  Broadway,  New  York. 

Ren§8elaer  Polyteelinie  In* 
stitnte. 

DESIGNED  t>r  the  education  of  Architbots  and  Civil 
Eboimbbrs,— including  Railway,  Hydraulic,  Topograpfai- 
cal,  and  Mining  Engineers. 

For  copies  of  the  Annual  Register,  giving  (Ull  information 
respecting  the  Institute,  apply  to 

R.  FRANKLIN  GREENE,  Director,  R.  P.  I. 
82  3m]  Troy,  New  York. 

!\C\f\  TONS  Nal  Gtengamock  Scotch  Pig  Iron  in  lots  to 
kJ\J\J  suit  purchasers  fbr  sale  by 

NAYLOR  tL  CO. 
M  and  101  John  at. 
M.  B.— The  above  Iron  coostanlly  imported.  (S2  XL 


Railroad  Iron. 

TONS  Railroad  Iron,  64  to  60  lbs.  per  linear 
yard.     For  sale  by 

.        .  THEODORE  DEMON, 

26  >i  Broadway, 
Nev)  York. 
Contracts  made  as  above  for  Rails  deliverable  at  English  or 
American  ports  at  lowest  rates.  36  St. 

Notice  to  Contractors. 

Chief  Engineer's  OrricE,        ) 
Columbus  Ga.,  Sept.  6th  1864.  J 

SEALED  PROPOSALS,  will  be  received  by  th« 
undersigutd  at  this  office  until  the  Ist  day  of 
December,  for  the  clearing,  Qraduation,  Track 
Laying,  together  with  the  building  of  all  Bridges 
aud  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Qirard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  sections.  Separate  Proposals  are  desired 
for  the  Track  Lay'ng,  building  of  Bridges  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  5}. 2  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps ;  the 
Trestle  will  be  12  feet  high,  buUt  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  Rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Truss  Pivot  Draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  Country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River ;  from  Mobile  to  the  Riv- 
er (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year ;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  tbe  ridge  that  divides  the  Alabama  ftnd 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  either  side  with  provision. 

Payments  will  be  made  one  third  (J^)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  beaming  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  Stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same,  for  di- 
vidends ;  the  balance  ()^)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  company ,  ma- 
turiog  in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus  Qa.  Mobile,  Ala.  or  in  N.  Y.  at  the 
option  of  the  holder. 

To  bidders  personally  unknown  to  the  under- 
signed. Bond  and  approved  security  will  be  re- 
quired ,  to  an  amount  not  exceeding  ( ^^  )  the  amount 
of  the  contract,  for  the  timely  and  faithful  comple- 
tion of  the  same. 

223^  miles  of  the  Road  from  Oirard  west  will 
be  open  for  business  the  first  of  November,  and 
62  miles  (9)  months  thereafter.  It  is  the  intentioa 
to  have  tlK  entire  line  of  (246  miles)  open  for 
businesse  ai  V  185& 
8t.37         f...  .i.,>i.v>.t    GfiO.  S.  RUNEY. 


Port  Morris  Manufactory. 

WESTCHESTER  COUNTY,  N.  Y. 

ARE  pre|>ared  to  execute  orden  for  all  kinds  railroad  w  ork 
aud  have  on  hand  tbe  approved  Railroad  Box  with  the 
raised  Journal  iil.«o  Car  Couplings  (Lewis'  Patent)  and  Rat- 
chet Wrenches  from  $i  to  $10  each. 

All  orders  punctually  atteiided  to  by  addressing  the  above 

M.  C.  BAKER. 
NB.  Long  Trou  Planing  ilone  ou  reasonable  tenns. 
37  (ini.  108  Front  st.,  up  8lairs.( 


NOTICE. 

THE  Copartnership  heretofore  existing  between  the  under- 
signed, under  the  firm  of  Smith  Si.  Tyson,  is  this  day  dis- 
solvetl  by  uuitu:il  consent  Either  partner  Is  authorized  to  set- 
tle the  business  of  the  concern. 

J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON, 
No.  26  South  Charles  ttr. 
Baltimore,  July  \at,  1854. 

Notice  of  Copartnership. 

fl'^HE  undersigned  have  this  day  formed  a  Copartnership 
X  under  the  firm  of  3.  Hopkinson  Smith,  in  which  Richard 
W.  T>'8on  is  a  special  partner,  and  3.  Hopkinaoo  Smith  is  tbe 
general  partner. 

J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON. 
Baltimore,  July  Ut,  1854.  [33  Sm 


Notice  of  Copartnership. 

MR.  PETER  MARIE,  herefore  of  the  firm  of  DECOPPET 
&  CO.,  has  this  day  formed  a  copartnership  with  Mr. 
RUDOLPH  KANZ,  (for  many  years  with  the  banking  house 
of  Messrs.  L.  Von  HoOman  &.  Co.,)  under  the  Arm  of  MARIE 
4c  KANZ,  at  No  27  William  street 

Their  attention  will  be  devote.1  to  the  purchase  and  sale  on 
Oonaiiission  of  stocks,  Bonds  and  Foreign  Exchange,  and  to 
the  neaptiatiOD  of  Business  Paper. 
VetoYork,  Ut  September,  1864.  M  St. 


RAILROAD  SPIKES^ 


WROUGHT  IRON 

Chairs  and  Fastenings. 

THE  undersigned  will  continue  to  manufketure  with  increased 
faciUUcs,  HOOK  &.  FLAT  HEAD  RAILROAD  SPIKES, 
of  all  patterns,  WROUGHT  and  CAST  CHAIRS  and  FAST- 
ENINGS, BOILER  RIVETS,  BOLTS,  SHIP  and  BOAT 
SPIKES,  &c.,  &c. 

The  best  quality  of  Refined  Iron  is  used,  and  all  orders  ailed 
with  despatch. 

J.  HOPKINSON  SMITH, 
No.  26  South  Charles  »t. 
»S    Please  direct  the  name  in  full 
Baltimore,  July  1st,  1854.  [33  tC 


Steam  Eng^Ine  and  Blowingr 
Cylinders  for  Cllast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  Ave  feet  stroke, 
together  with  Blowing  Cylinders,  five  feet  diameter,  and 
six  feet  stroke,  in  perfect  workingorder,  fljr  sale.     Apply  to 
EDW.  BECH  &  KUNHARDT,  B2  Beaver  St., 
iOr,  A    TOWAR,  Agtat  Pokeepsie  Iron  Works,  ,  •:,! 

23tf  Pokeepsie,  N.  Y.    ■-    ' 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  Railroad  purpose,  which  will  be  sold  at  a  reas 
onable  price.     For  Airther  information,  apply  to. 
SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co.,  « 
Or  BRIDGES  &.  BRO  , 
19  tr  64  Courtland  st.,  New  York, 

Machinists^  Tools.        ^'•. 
SHRIVER  &  BROTHERS, 

CHmberiaDd,  Maryland, 

(on  Baltimore  4"  Ohio  R.  R.,  midttay  belureen  Baltimore  and 
the  Ohio  River) 

MANUFACTURERS  of  Engine  Lathes,  Planing  Machines, 
Drill  Presses,  Hand  Lathes,  aud  other  Machinists'  Tools. 
These  t<x)ls  are  built-in  a  superior  manner,  trom  the  very  best 
materials,  aud  are  particularly  adapted  for  railroad  shops  and 
all  others  requiring  first  rate  machinery.  Our  k>cation  is  very 
advantageous  for  shipping  work  to  the  West  or  South.  Orders 
and  communications  receive  prompt  attention.  Address 
SHRIVER  &  BROTHERS,  Fultm  Works, 

Cumberland,  MaryUmd. 
August  19th,  18H>')^^  v-.r  ii:  [IB.  te 
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We  continue  our  notices  of  railroads,  by  giving 
this  week,  that  of  the  New  York  and  Erie  R.  R. 
Neiv  York  and  Erie  Railroad. 

..X"  HISTORICAL    NOTICE. 

The  New  York  and  Erie  Railroad  Company  was 
chartered  in  1832,  with  authority  to  construct 
and  maintain  a  railroad  from  New  York  City  to 
Lake  Erie  ;  "to  commence  at  said  city,  or  such 
other  point  in  its  vicinity  as  should  be  most  con- 
venient and  eligible  therefor,  and  continue  said 
railroad  through  the  southern  tier  of  counties,  by 
way  of  Owego,  in  the  county  of  Tioga,  to  the 
shore  of  Lake  Erie  at  some  eligible  point  between 
Cattaraugus  Creek,  and  the  Pennsylvania  State 
Line."  The  duration  of  the  charter  was  limited 
to  60  years.  It  provided  that  unless  the  company 
to  b«  formed  under  it,  should  within  four  years 
from  its  passage,  commence  the  construction  of 
their  road  and  expend  at  least  $200,000  within 
one  year  thereafter,  and  within  ten  years  from  the 
date  of  the  charter,  should  construct  and  put  in 
operation  one->«r/A- part  of  their  railroad;  and 
within  fifUen  years  should  construct  and  put  in 
operation  o»i€.Aa^/ of  their  road  ;  and  within  hccnly 
years  should  complete  and  put  in  operation  their 
entire  rwd,  the  charter  should  be  null  and  void. 


The  time  for  commencing  thework  was  subsequently 
extended  by  an  amendment  of  the  charter.  The 
capital  stock  was  limited  to$10,000,000divided  into 
shares  of  SlOO  each.  Before  the  company  could 
be  organized  the  subscription  of  the  entire  capital 
stock  was  required.  This  provision  was  afterwards 
amended,  and  the  sum  necessary  to  be  subscribed 
prior  to  the  organization  was  rc'  uoed  to  $1,000,- 
000.  By  a  further  provision  of  the  charter,  the 
company  were  prohibited  from  connecting  with  any 
railroad  of  the  State  of  Pennsylvania  or  \ew  Jer- 
sey, or  leading  into  either  of  these  Stales,  on  pain  of 
forfeiture  of  their  charter.  No  restrictions  were  im- 
posed upon  the  company  as  to  the  amount  of  tolls 
or  profits .  ,-...;-.,.-  v^  ,.  .^...|  V  , 

Tlie  necessary  subscription  of  1,000,000  of  dol- 
lars having  been  made,  the  company  was  organized 
in  August  1833.  The  work  of  construction,  how- 
ever, was  not  commenced  till  November  1835.  In 
the  mean  time  the  legislature  at  the  session  of 
1834  appropriated  $15,000  for  a  survey  of  the 
route,  which  was  made  during  the  summer  of  that 
year.  In  this  survey  the  total  cost  of  the  road 
was  estimated  at  $6,000,000.  In  April  1835  books 
for  subscription  to  the  capital  stock  of  the  com- 
pany were  opened  and  the  amount  of  stock  in- 
creased to  $2,362,100.  In  November  of  that  year, 
that  portion  of  the  Delaware  Division  from  Depo- 
sit, (now  Delaware)  to  Callicoon  Creek,  a  distance 
of  41  miles,  was  put  under  contract,  and  work 
was  also  commenced  on  the  location  at  Piermout. 
But  before  the  close  of  the  year  the  great  fire  in 
New  York  occurred,  which,  with  financial  troubles 
that  followed,  terminating  in  the  disastrous  crisis 
of  1837,  impoverished  so  many  of  the  stockhold- 
ers, that  the  company  became  crippled  for  means, 
which  led  to  a  suspension  of  the  work  of  con 
struction,  in  1837. 

In  1836  the  Legislature  granted  a  loan  of  the 
credit  of  the  State,  to  the  company,  to  the  amount 
of  $3,000,000  but  coupled  it  with  such  terms  as 
to  render  it  unavailable.  In  1838  the  loan  law 
was  amended,  authorizing  the  issue  of  the  loan 
in  sums  of  $100,000,  provided  equal  amounts 
be  first  collected  from  the  stockholders  and  ex- 
pended upon  the  road.  Before  any  issue  of  the 
SUte  loan  was  to  be  made,  the  company  were  re- 
quired to  locate  »nd  place  under  contract  ten 


miles  of  the  road  extending  west  from  Piermont, 
and  an  equal  distance  eastward  from  Dunkirk. 
Considerable  time  was  required  to  make  these  lo- 
cations, and  as  instalments  on  the  stock  were 
slowly  collected,  only  $300,000  had  bewi  received 
fromtlic  SUte  up  to  September  1839,  which  realised 
the  company  only  $245,225 ;  the  loan  bearing  on- 
ly 4  J  per  cent,  interest.  The  total  discount  at 
which  the  State  loan  was  sold,  amounted  to  S400,- 
000,  or  13 J  per  cent. 

In  1839,  a  contract  was  completed  for  the  con- 
struction of  36  miles  of  road  between  Goshen  and 
the  ten  miles  previously  commenced  at  Piermont. 
In  February  1840,  that  portion  of  the  Susquehan- 
na Division  lying  between  Binghamton  and  Hor- 
nellsville,  was  put  under  contract;  and  subsequent- 
ly in  the  same  year,  the  portion  of  the  line  between 
Homellsville  to  the  ten  miles  already  under  con- 
tract, next  to  Dunkirk. 

At  the  session  of  1840  the  Loan  Bill  was  further 
amended  by  which  the  company  were  allowed  to 
draw  from  the  State  $100,000  for  every  $50,000 
raised  and  expended  by  the  company.  Under 
this  arrangement  the  work  was  prosecuted  upon 
the  Susquehanna,  Western,  and  a  portion  of  the 
Delaware  Division,  equal  in  all  to  a  length  of  line 
of  300  miles.  -  •       1       '    '  ■''■ 

In  September  1841,  the  first  section  of  the  road 
from  Piermont  to  Goshen,  a  distance  of  46  miles 
was  opened  for  business  at  a  cost,  (including 
7  miles  completed  in  1843)  of  $1,788,523  11. 

In  April  of  1842  the  State  loan  having  been  ex- 
hausted, and  it  being  impossible  to  meet  the  de- 
mands upon  the  company  for  private  subscrip- 
tions, the  company  made  an  assignment  of  its 
whole  property  for  the  benefit  of  its  creditors. 
The  courts  of  law  subsequently  decided  the  assign- 
ment to  be  invalid,  and  ordered  a  reconveyance  of 
the  property.  The  failure  of  the  company,  of 
course,  put  an  end  to  all  its  active  operations  in 
the  field,  which  were  not  resumed  with  energy  till 
the  early  part  of  1847.  (In  the  mean  time,  a  few 
individuals,  with  their  own  means,  extended  the 
road  from  Goshen  to  Middletown,  a  distance  of 
seven  miles,  which  was  afterwards  assumed  and 
paid  for,  by  the  company.) 

Ill  the  latter  part  of  1843,  a  renewed  effort  was 
made  to  raise  the  means  for  the  rc8un^>tion  of  the 
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work.  A  new  direction  waa  choseo,  which submi> 
ted,  ia  a  report  under  date  of  Feb'y,  8th,  1844, 
the  following  statement  showing  the  financial  coii- 
dition  of  the  company ;  vi«  .•  ►<  ^ 

Received  from  capital  stock $1,601,830  1 4 

Proceeds  of  State  loan 2,699,514  J  0 

Interest  on  hypothecated  stock 89,942  { 0 

Rents 2,928  :6 

Donations 361  (K) 

Earnings  of  ro»d  prior  to  assign- 
ment         18,659  (to 

Indebtedness  of  the  Company 678,814  !;9 


Total  receipts $4,736,949  1 19 

Total  expenditure  up  to  the  same  periid 
amounted  to  S4,734,872  66,  of  which  only  aboit 
$2,000,000  became  subsequently  available  to  t!ie 
company.  The  balance  was  paid  for  interest,  )r 
expended  in  work,  the  greater  part  of  which  Wis 
abandoned;  a  portion  of  this  being  the  pilv'-g 
on  the  Susquehanna  Division.  > 

The  report  was  accompanied  by  a  statemeat 
from  the  company's  engineer,  who  estimated  t|»e 
total  amount  necessary  to  complete  and  equip  ti  le 
road,  at  $7,000,000  i  making  the  total  cost$i;.,- 
734,872  66 ;  or  deducting  the  State  loan,  and  stq  :k 
subsequently  surrendered  by  individuals,  $7,9'i3, 
967  69.  Nothing  material,  however,  was  accofn- 
plished  during  the  year.  A  small  subscription  yas 
obtained  near  its  close,  and  a  short  section  of  20 
miles  west  from  Middletown  to  Otisville,  was  jut 
under  contract  in  Febr'y  1845. 

On  the  14th  day  of  May  1846,  the  Legislat\re 
agreed  to  relinquish  the  lien  created  by  the  Sti  te 
loan,  and  discharge  the  same,  provided  the  co  n- 
pany  should  open  their  entire  line  to  Lake  £i  ie, 
within  six  years  therefrom.  As  an  encouragem<  nt 
to  a  renewed  effort  to  obtain  farther  subscriptio  is' 
the  old  stockholders  agreed  to  surrender  oiu-h  ilf 
the  amounts  of  stock  held  by  them,  provided  n  ;w 
■tock  to  the  amount  of  8,000,000,  a  sum  beliei  ed 
to  be  sufficient,  with  $8,000,000  to  be  raised  b  '  a 
eale  of  an  equal  amount  of  mortgage  bonds  to 
complete  the  road,  were  obtained,  the  Legislatt  (•, 
in  1843  having  given  authority  to  make  such  is- 
sue, which  was  to  take  preference  of  the  St  ite 
lien.  The  prescribed  amount  was  obtained.  1  be 
road  being  completed  within  the  time  specifl  ^d, 
the  claim  if  the  State  was  discharged.  The  amo  mt 
saved  by  the  company  by  the  above  provision;  in 
their  favor,  was  $3,807,671  29,  as  shown  by  -he 
following  statement,  of  the  amount  of  ezpeudit' ire 
on  the  road  prior  to  the  reorganization  in  1015; 
viz: 

State  loan $3,000,000  00 

Forfeited  stock 66,671;  29 

Six  per  cent,  certificates 266,615  42 

Seven       „              , 163,146  44 

Stock  surrendered 742,10(1  00 

New  stock  given  for  old 917,00C  43 

Bills  payable 2,95?  91 

Old  stock  not  surrendered 12,40(  00 


$5,168,28",   49 
The  surrenders  made  by  the  State  and  in*  ivi- 
duals  reduced  this  liability  to  $1,861,616  1^    as 
follows :  \ 

New  stock $742,001'  00 

Seven  per  cent,  certificates 603,86  I  90 

Old  outstanding  liabilities 14,21  \.  61 

Cash  paid  on  old  account 101,43  5  72 


.%.;,  $1,361,615  13 

The  total  liabilities  of  the  company  at  the  :om- 

jQencement  of  the  last  organization  in  1845  vera 


reduced  to  the  above  amount,  and  the  nominal 
S  ?ing  eflTected  to,the  company,  $3,807,671  26. 

Althoagh  the  company  were  in  the  manner  sta- 
ted relieved  from  pecuniary  embarrassment  put 
in  possession,  as  then  supposed,  of  stifficient 
means  to  complete  their  road,  a  question  of  loca- 
tion prevented  the  immediate  commencement  of 
work  west  of  Otisville,  the  point  of  divergence 
between  what  was  termed  the  interior,  and  the 
Delaware,  routes.  The  surveys  which  had  been 
made,  shewed  it  to  be  necessary  to  get  the  best, 
and  in  fact  a  favorable  line,  to  enter  the  State  of 
Pennsylvania,  which  was  forbidden  by  tlie  charter. 
A  commission  was  consequently  appointed  by  the 
Legislature  of  1846,  for  the  purpose  of  examining 
the  comparative  merits  of  the  two  routes,  which 
reported  to  the  Legislature  of  1847,  in  favor  of 
the  Delaware  route,  and  of  allowing  the  line  to  en- 
ter the  territory  of  Pennsylvania  both  in  the  De- 
laware and  Susquehanna  vallies ;  the  Legislature 
of  that  State  having  granted  the  authority  to  do 
so,  upon  the  agreement  to  pay  annvully  into  its 
treasury,  $10,000.  Upon  the  acceptance  of  this  re- 
pott  by  the  Legislature  the  work  of  construction 
was  immediately  and  vigorously  resumed  and  con- 
tinued without  interruption  till  the  completion  of 
the  road  to  Lake  Erie. 

The  dates  of  the  completion  of  the  several  divi- 
sions were  as  follows  :  From  Piermont  to  Goshen, 
46  miles,  in  the  fall  of  1841 ;  from  Goshen  to  Mid- 
dleton,  7  miles,  in  1843  ;  from  Middleton  to  Otis- 
ville, 7J  miles,  in  October  1846 ,  from  Otisville  to 
the  Delaware  River,  at  the  Delaware  Station,  at 
the  close  of  1847  ;  from  Delaware  to  Binghamp- 
ton,  127  miles,  in  December  1848 ;  from  Bmgham- 
ton  to  Owego,  22  miles,  in  June  1849 ;  from  Owego 
to  Elmira,  36>2  miles,  in  October  1849;  from  El- 
mira  to  Corning,  18  miles,  on  the  1st  day  of  Jan 'y 
1850 ;  from  Corning  to  Homelsville,  41  miles,  in 
September  1850 ;  and  to  Dunkirk,  127  miles,  on 
the  14  of  May  1851.  The  NewburgU  Branch,  19 
miles  long,  was  opened  in  Jaa'y  1850. 

The  road  is  a  first  class  work  in  every  parti- 
cular. Its  structures  are  well  built,  and  in  good 
condition.  It  has  an  ample  and  efficient  equip- 
ment. With  a  double  track  through  the  practi- 
cable portions  of  the  Delaware  Valley,  we  see  no 
reason  for  an  increase  of  the  construction  account 
that  should  not  be  met  from  earnings. 

The  road  and  all  its  branches  and  tributaries 
have  a  gauge  of  6  feet. 

■     '  .'  ROUTE. 

The  general  direction  of  the  Erie  Railroad  is 
the  most  favorable  that  could  have  been  chosen, 
from  the  fact  that  it  connects  by  the  shortest 
route,  the  metropolis  of  the  country  with  the 
Lakes,  which  are  the  great  theatre  of  the  internal 
commerce  of  the  country,  and  traverses  for  tho 
greater  part  of  its  distance  a  fertile  region,  the 
whole  trade  of  which  seeks  the  New  York  market. 
'For  this  local  trade  it  is  the  only  avenue.  Its 
great  length,  freedom  from  competition,  and  the 
dependence  of  the  country  it  traverses  upon  New 
York,  give  it  an  immense  local  traffic.  Its  con- 
nection with  the  Lakes  will  always  secure  to  it  a 
supply  of  through,  freight  fully  up  to  its  capacity, 
while  it  must  continue  one  of  the  TPost  convenient 
and  favorite  avenues  for  travel  between  the  East- 
em  and  Western  States.  u/.^fc  ».■»;/;<«: 

The  route  of  the  road  is  on  tlie  whole  a  very 
favorable  one,  though  presenting  extremely  varied 


features.  The  greater  portion  of  it  is  comparative- 
ly level,  though  crossing  in  its  course,  five  distinct 
and  somewhat  elevated  spurs  of  the  Alleghany 
Mountains:  ihe  first,  at  an  elevation  of  896  feet 
above  the  sea,  at  the  Shawangunk  Summit  be- 
tween the  Hudson  and  the  Delaware ;  the  second, 
at  an  elevation  of  1.366  feet,  between  the  Dela- 
ware and  the  Susquehanna ;  the  third,  between 
the  Susquehanna  and  the  Gtenessee,  at  an  eleva- 
tion of  1760  feet;  the  fourth,  between  the  Gene- 
see and  Alleghany,  at  an  elevation  of  1,677  feet; 
the  fifth  between  the  Alleghany  River  and  Lake 
Erie,  at  an  elevation  of  1,596  feet.  At  the  Dela- 
ware Station  on  the  Delaware  River,  the  road  is 
436  feet  above  tide.  At  Deposit,  89  miles  from 
Delaware  ani  at  the  foot  of  the  ridge  which  sepa- 
rates the  Susquehanna  from  the  Delaware,  997 
,eet.  The  crest  of  this  ridge  is  369  feet  above  the 
Delaware  Valley  where  the  road  leaves  it,  and  490 
feet  above  the  station  at  Susquehanna.  Homells- 
ville ;  140  miles  west,  in  the  valley  of  the  Sus- 
quehanna, is  only  232  feet  higher,  and  1,139  feet 
above  tide  water.  Lake  Erie  is  680  feet  above 
the  sea. 

The  following  table  will  show  the  lengths  of  the 
several  divisions,  (commencing  at  Piermont,)  the 
total  ascent  and  descent  upon  each,  and  average 
grade  per  mile. 


Division. 


Eastern 74 

Delaware 104 

Susquehanna 139 

Western 128 
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The    total  curvature 
curved  to  straight  line  is  as  follows 


,323    3,782    8,056    18 
and  the    proportion    of 


Division. 


O   60 


Eastern 4,490 

Delaware 9,244 

Susquehanna 4,317 

Western 4,201 
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88 
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82 


fc.S 

^  a 


ii  a 


138,870 
296,840 
221,095 
193,760 


250,630 
248,622 
612,620 
487,061 


TdUl..  22,262        60    850,666  1,498,723 

It  is  the  possession  of  the  vallies  of  the  Sus- 
quehanna and  of  the  Delaware,  particularly  the 
latter,  which  constitutes  the  commercial  value 
and  importance  of  the  Erie  Road.  This  valley  oc- 
cupies a  deep  gorge  running  between  lofty  moun- 
tains in  the  direction  of  New  York,  for  nearly  one 
hundred  miles.  The  only  practicable  line  through  it 
is  occupied  by  the  Erie  Road.  Through  it,  the  whole 
of  Southern  New  York,  and  Northern  Pennsylva- 
nia must  have  their  outlet,  while  it  is  the  shortest, 
and  with  the  exception  of  that  occupied  by  the 
Central  Road,  the  most  favorable  route  that  can 
be  found  between  New  York  and  Lake  Erie. 

On  leaving  the  narrow  valley  of  the  Delaware 
which  the  road  traverses  for  nearly  100  miles,  the 
possession  of  which  is  the  key  to  the  country  be- 
yond, the  road^enters  the  broader  valley  of  the 
Susquehanna,  which  is  not  only  one  x>f  the  best 
portions  of  the  State,  but  which  unlike  the  former, 
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is  accessible  from  every  directioD,  and  naturally 
forms  the  base  of  roads  entering  it  on  either  side. 
For  such  the  Erie  forms  the  trunk  to  New  York. 
No  less  than  five  important  completed  roads,  hav- 
ing an  aggregate  mileage  of  472  miles  enter  it 
upon  the  north,  all  of  which  are  connected 
either  with  Lake  Erie  or  Ontario;  viz  :  the 
Syracuse  and  Bingbampton,  80  miles  long;  the 
Cayuga  and  Susquehanna,  83  miles,  connecting 
Cayuga  Lake  with  the  Erie  Road,  and  soon  to  be 
extended  to  Lake  Ontario  by  the  Lake  Ontario, 
Auburn  and  Southern  Railroad ;  the  Chemung, 
Canandagua  and  Niagara  Falls  Railroad,  connect- 
ing the  Erie  Road  both  with  Lake  Erie  and  Lake 
Ontario,  168  miles ;  the  Bufialo,  Corning  and  New 
York  Railroad  already  opened  to  Batavia,  to  be 
extended  to  Buffalo,  100  miles,  and  th«i  Buffalo 
and  New  York  City  Railroad,  91  miles.  In  addi- 
tion to  these,  there  are  iu  progress,  the  Albany 
and  Susquehanna,  143  miles  long;  and  the  Utica 
and  Bingbampton,  85  miles.  On  the  south  the  tri- 
butaries completed  are  the  Lackawanna  and 
Western,  60  miles,  the  Corning  and  Blosburgh,  40 
miles,  the  Williamsport  and  Elmira,  75  miles.  The 
roads  in  progress  are  the  Alleghany  Valley,  to  Pitts- 
burgh, 186  miles;  the  Little  Valley  and  Erie,  86 
miles.  Most  of  the  branch  roads  have  important 
connections  and  ramifications.  Within  the  Sus- 
quehaona  Valley  the  tributaries  entering  the  Erie 
Road,  and  which  most  use  its  eastern  portion  as 
their  outlet  to  market,  equal  1,000  miles,  or  twice 
the  length  of  the  main  stem,  while  at  Buffalo  and 
Dunkirk  it  connects  with  roads  which  unite  both 
with  the  railroad  systems  of  the  West,  and  Canada. 
The  vast  volume  of  business  collected  by  all  these 
connecting  roads,  as  well  as  their  main  stem  of  the 
Erie,  must  be  poured  through  the  narrow  gorge 
of  the  Pelawaie  Valley  and  pass  over  the  latter 
an  average  distance  of  276  miles,  so  that  the  dis- 
tance over  which  its  local  freigt  will  be  carriei  on 
the  Erie  Road,  will  nearly  equal  the  entire  length 
of  the  main  stem  of  the  Central,  from  Albany  to 
Buffalo. 

We  have  seen  how  the  Erie  Road  on  reaching 
the  Valley  of  the  8u8queha»na,  by  means  of  its 
numerous  branches,  spreads  out  like  a  fan  cover- 
ing an  area  of  country  fully  equal  to  25,000  square 
miles.  On  approaching  tide  water  after  leaving 
the  Delaware  Va'Iey  it  separates  into  three 
distinct  lines,  having  iheir  termini  upon  the 
Hudson  at  Newburgh,  Piermont  and  Jersey  City, 
for  the  purpose  of  enabling  it  to  discharge  with 
greater  ease  and  facility,  and  atjreduced  expense, 
its  freights  upon  that  river.  All  these  termini 
are  upon  the  harbor  of  New  York.  Freight  as 
fast  as  received,  is  immediately  transferred  to 
barges,  which  are  taken  to  any  part  of  the  city, 
and  which  serve  as  the  best  and  cheapest  kind  of 
warehouse  till  their  cargoes  are  discharged.  No 
Railroad  in  the  world  commands  the  trade  of  so 
large  an  area  of  country,  none  possesses  iu  an 
equal  degree  the  means  of  drawing  such  trade. 
It  possesses  an  equal  superiority  to  others  ia 
the  means  provided  for  discharging  its  freight  at 
its  eastern  terminus.  Upon  most  roads  freight, 
after  arriving  at  the  principal  station  has  to  be 
broken  into  and  removed  by  carts  and  drays; 
which  not  only  limits  the  capacity  of  the 
roads  to  the  ability  of  moving  the  freight 
in  the  manner  sUted,  but  adds  largely  to 
the  chwge  for  transporUtion.      The  Erie  Road . 


discharges  its  immense  business  without  the  inter- 
vention of  horses  or  drays,  directly  upon  the 
broad  surface  of  the  Hudson,  which  is  immediate- 
ly put  on  ship  board  ro  taken  to  the  city  ware- 
houses. These  advantages  not  only  indefinitely  in- 
crease the  capacity  of  the  Erio  Road,  but  should 
reduce  the  cost  of  operating  it  much  below  the 
ordinary  average. 

Note. — As  the  annual  report  of  the  company 
for  1854  was  made  up  for  the  Legislature  on  the 
30.  ult.,  and  as  it  will  seasonably  come  to  hand, 
we  omit  abstract  of  the  previous  report ;  also  a 
statement  showing  the  financial  condition  of  the 
company,  amount  of  equipment,  &c.  The  cost 
of  the  road  in  the  tables  for  1864  is  estimated. 

CHARACTER    OF    BCSINESS. 

The  freight  of  the  Erie  Railroad  is  composed 
chiefly  of  "products  of  the  soil."  and  the  heavy 
movement  is  towaid  tide  wa  er.  The  freight  moved 
west,  is  chiefly  the  lighter  kinds  of  merchandize 
forwarded  to  the  Western  States.  The  following 
statement  will  show  the  relative  amount  of  re- 
ceipts from  through,  and  local,  businebs  between 
termini,  for  1853. 

Through  passengers §474,291 

Way  do.         418,476 

Passengers  between  termini 738,167 


Total....  .....:..:...  ...;  :J..«1,630,924 


Through  freight $916,669 

Way  do 687,010 

Freight  between  termini 966,064 


Total S2,459,743 

Passenger  receipts 1 ,830,669 


Total $4,090,412 

FUNDED    DEBT. 

The  total  funded  debt  of  the  company  amounts 
to  $24,600,000  as  follows  :  :.  ■  f  : 

1st  mortgage  bonds   issued    May  1st, 

1846,  and  payable  May  Ist.  18U6..  ..$3,000,000 
2nd  mortgage  bonds  issued  March  Isr, 

1849,  and  payable  March  1st,  1869..   4,000,000 
3d  mortgage  bonds  issued  Jan'y  1st, 

1853,  and  payable  Jan'y.  Ist,  1883.  ..   6,000,000 
Convertible  bonds  issued  February  1st, 

1851,  and  payable  Feb'y  1st,  1871.. .   4,351,000 
Convertible   bonds    issued  Jan'y  1st, 

1862,  and  payable  Jan'y  Ist,  1862. .  .   3,500,000 
Income  bonds  issued  Feb'y  1st,  1850, 

and  payable  Feb'y  1st,  1866 2,649,000 


ToUl  amount  of  funded  debt $24,500,000 

(Estimated)    amount    of 

floating  debt $1,600,000 

Amount  of  capiul  stock.  10,000,000 

11,500,000 


:,-fii 


ToUl  estimated  cost  of  road $36,000,000 

The  certificates  of  indebtedness  amounting  to 

$503,868  90  maturing  the  present  year  have  been 

paid-  -■;-<.&.*,;:>; 

The  third  mortgage  is  nominally  for  the  sum  of 

$10,000,000,  but  $4,000,000  are  reserved  for  the 
payment  of  the  second  mortgage  due  in  1869. 

The  araeunt  of  original  issue  of  the  Income 
bonds  was  $3,500,000.  At  the  time  of  their  issue 
the  surplus  earniogs  of  the  road  were  pledged  till 
the  gross  income  of  the  road  should  reach  the 
sum  of  1,200,000.  Tliis  amount  having  been  ex- 
ceeded they  have  no  preference  over  any  unsecur- 
ed debt  of  the  company.  They  carry  the  privilege 
of  conversion  into  the  class  of  convertibles  of  1811, 
for  wixioh  S851J0Q0  have  already  been  exchanged. 


Statement  showing  the  Cost ;  Mileage ;  Cost  per 
mile;  Gross  Receipts ;  <Surrent  Expenses;  Net  Re-  '-. 
ceipts ;  rate  of  Dividend ;  Receipts  from  Passen- 
gers ;  Receipts  from  Freight ;  Miscellaneous  ; 
Earnings  per  mile ;  per  centage  of  Gross  Earn- 
ings; Do.  of  net  Earnings,  of  the  Erie  Railroad, 
since  the  opening  of  the  first  division  of  the  Erie 
Road  to  the  present  time. 
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The  total  length  of  single  track  is  464;  or  em- 
bracing the  r'nion  Railroad,  497  miles.  The  total 
length  of  double  track,  180  miles,  viz:  79  io  the 
Eastern  Division,  86  in  the  Susquehanna.  CoDil- 
dering  the  several  outlets  to  the  Hudson  on  double 
tracks,  the  whole  road  has  a  double  track  to  Cor- 
ning, a  distance  ©f  291  miles  from  New  York,  with 
the  exception  of  90  miles  on  the  Dalaware  divisioi. 

In  addition  to  the  doiible  track,  the  road  has  80 
miles  of  .sidings,  distributed  as  follows :  Eastern 
Division  20  miles ;  Delaware,  15 ;  Susquehanna, 
26,  and  western  division  25  miles. 

The  total  number  of  miles  of  road  and  sidinfs 
are  757,  Number  of  tons  of  rails  laid,  69,288; 
number  of  foet  of  wooden  bridges,  25,837. 

•Sute  Io«n  aitd  oae-balf  of  iudividaal  stock  deducted. 
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Statement  of  the  President  of  the  Demolne 
Navigation  and  llallroad  Company  to  the 
Directors. 

Gentlemen — In  pursuance  of  your  instructioos, 
I  entered  into  negociation  with  the  Commissioner 
and  Assistant  Couiinissioners  of  the  Demoine  Im- 
provement in  iIjo  Slate  of  Iowa,  to  perfect  such  a 
contract  as  was,  in  general  terms,  suggested  at 
your  meeting  of  the  Board.  This  negociation  has 
been  entirely  successful,  and  a  contract  in  due 
form  executed  by  the  Commissioners  on  the  part 
of  the  State,  and  by  our  company. 

Its  terms  are,  briefly,  that  our  company  sball, 
within  four  years  from  the  first  of  July,  1854, 
couiptete  the  dams  and  locks,  so  as  to  ensure 
navigation  of  tho  Demoino  River,  from  tho  Missis- 
sippi to  Fort  Demoine,  a  distance  of  about  two 
hundred  and  four  miles.  This  will  require  about 
twenty-eight  locks,  and  about  thirty  dams. 

The  Stale  Engineer  of  Iowa,  who  has  fully  sur- 
veyed the  River,  and  made  the  examinations  and 
estimates,  and  under  whose  charge  the  work  has 
80  far  progressed,  estimates  that  it  will  coat  to 
complete  this  improvement,  about  one  million  five 
hundred  thousand  doliarn. 

Mr.  Blackwell,  our  Engineer,  however,  thinks 
that  the  enlarging  to  locks  of  two  hundred  feet, 
instead  of  one  hundred  and  seventy-five,  and  the 
necessity  of  making  tho  work  more  substantial, 
(as  the  company  are  now  to  own  the  work  when 
completed,  for  seventy-five  years,)  will  probably 
increatie  tho  cost  to  two  millions  five  hundred 
thousand  dollars ;  in  which  opinion,  I  fully  con- 
cur. 

To  make  this  work,  the  State  ol  Iowa  assigns 
to  our  company  tho  locks  now  completed,  and  in 
progress,  and  all  materials  on  hand,  with  all  tools 
and  property  connected  with  the  work  ;  and  also 
conveys  all  the  unsold  lands  granted  by  the  Gen- 
eral Government  to  the  Territory  of  Iowa,  for  this 
purpose,  being  now  over  one  million  of  acres. — 
This  land  lies  in  alternate  sections,  on  each  side 
of  the  Demoine  River,  for  five  miles  in  width, 
from  the  mouth  to  the  source  of  the  River.  The 
lands  on  the  River  below  Fort  Demoine,  excepting 
about  seventy  thousand  acres,  had  been  by  the 
State  of  Iowa,  (in  the  prosecution  of  work,)  so  far 
conveyed,  before  our  contract  with  them.  This 
seventy  thousand  acres  belongs  to  our  company. 
The  balance  of  the  lands  are  in  the  Demoine  Val- 
ley, above  Fort  Demoine. 

With  several  members  of  our  company,  I  have 
examined  a  large  portion  of  these  lands.  We  find 
them  uniformly  of  the  best  quality  for  cultivation, 
well  watered,  and  in  a  genial  and  healthy  climate, 
in  a  rolling  beautiful  country.  The  Government 
sections,  as  high  up  as  Fort  Dodge,  are  generally 
occupied.  The  lands  produce  from  thirty  to  forty 
bushels  of  wheat,  and  from  seventy  to  one  hun- 
dred bushels  of  corn  per  acre.  The  company's 
lands  are  now  worth  from  seven  to  ten  dollars  \^er 
acre,  and  must  soon  be  worth  from  fifteen  to  twen- 
ty-five dollars — that  being  the  general  price  of 
farms  partly  cultivated,  throughout  the  State. — 
These  lands  are  to  bo  convoyed  to  the  company, 
or  to  their  assigns,  from  time  to  time,  at  the  rate 
of  one  dollar  and  twenty-five  cents  per  acre,  as 
often  as  the  company  shall  expend  thirty  thousand 
dollars;  until  one  million  three  hundred  thousand 
dollars  is  expended,  when  all  the  lands  will  be 
subject  to  be  conveyed,  on  the  request  of  the  com- 
pany. 

As  a  further  inducement  to  tho  building  a  per- 
manent and  valuable  work,  the  State  has  also  con- 
veyed to  the  company,  the  whole  work,  its  fran- 
chises, water-rents,  tolls  and  advantages,  for  the 
term  of  seventy-five  years,  from  the  first  day  of 
July,  1854.  There  are  other  valuable  benefits 
conveyed  to  the  company,  which  you  will  readily 
Bee  by  reference  to  the  contract.  ^ 

That  this  work,  running  its  entire  length  through 
one  of  the  richest  agri  ultural  districts  of  the 
Union,  and  the  shores  of  the  River  abounding  in 
coal  of  a  good  quality,  lime  stone,  water-cement  and 
gypsum ;  with  a  navigation  for  steamboats  of  a 
Urge  class,  that  can  deliver  freight  from  any  point 
on  the  Demoine,  to  any  point  on  the  Mississippi 
River,  the  Ohio,  and  to  any  of  our  Atlantic  Ports, 


wi  .bout  breaking  bulk  ;  must  be  a  riehly  I'uy.ug 
w<  rk,  I  believe  that  no  one  can  doubt,  that  has 
ha  i  any  acquaintance  with  the  country. 

The  incorporation  of  the  company  was  duly  per- 
fet  ted  on  the  sixth  day  of  May,  1864,  under  the 
la'  '8  of  Iowa,  and  will  continue  for  fifty  years 
mt  re,  by  filing  with  the  Secretary  of  State  a  cer- 
ti£  cate  of  such  intention.  Tho  capital  is  limited 
to  three  millions  of  d©llars;  to  be  represented  by 
sh  ires  of  stock,  of  one  hundred  dollars  each. 

<o  debts  can  be  legaMy  contracted  beyond  two 
th;  rds  of  the  capitaL 

Cwo  millions  one  hundred  thousand  dollars  of 
ths  stock  has  been  subscribed  and  issued,  leaving 
a  1  escrved  fund  of  nine  hundred  thousand  dollars 
of  .he  stock  belonging  to  the  company,  to  bo  is- 
sui  d  or  not,  as  shall  be  deemed  best  by  the  Board 
of  Directors. 

jChe  tolls  are,  by  tho  contract  and  by  the  char- 
tei ,  not  to  exceed,  in  proportion,  those  chargeable 
by  law  on  the  Monongabola  slack-water  naviga- 
tioi,  in  February,  1851 ;  but  in  my  judgment,  a 
mi  ch  lower  tarifi"  of  tolls  will  be  found  abundan- 
tly sufficient,  and  probably  more  beneficial  to  the 
coi  ipany. 

'  'he  Chief  Engineer,  w  iih  a  competent  force,  is 
no  7  re-surveying,  and  preparing  for  immediate 
oc<  upation,  all  the  points  for  locks  and  dams,  and 
otl  er  works ;  and  will  soon  make  you  a  full  de- 
tai  ed  report  of  the  work,  with  his  estimates  and 
views  in  relation  thereto. 

I  ORVILLE  CLARK, 

I         Prcs't  Demoine  Navigation  &.  R.  R.  Co. 
Vw  York,  September  26,  1854.  . 


Ei  hiblt  of  tUe    Condition  of  the    Ev«n»Tllle 
and  CaATfordsTlIIe  Rallro«d« 

'  'hat  portion  of  this  railroad  from  Evansville  to 
Priacetoi.,  in  Gibson  county,  a  distance  of  27i 
raises,  was  constructed  under  a  charter  incorpora- 
tin;  a  company  to  construct  a  railroad  from  Ev- 
ans ville,  on  the  Ohio  river,  to  connect  with  the 
Oh  o  and  Mississippi  railroad  at,  or  near,  Olney, 
in  the  State  of  Illinois,  rta  Princeton,  Indiana, 
an*  Mt.  Carmel,  Illinois, — approved  January  2d, 
18^  9. 

\  ly  virtue  of  an  amendment  to  said  charter,  en- 
titl  :d,  "  an  Act  to  amend  the  charter  of  the  Ev- 
ans ville  and  Illinois  Railroad  Company," — ap- 
proved January  21  st,  1850,  the  said  road  was  au- 
th<j  rised  to  bo  extended  from  Princeton  to  Vincen- 
neij ,  and  so  much  of  the  charter  as  authorised  or 
required  the  construction  of  a  railroad  from 
Priiceton  to  tho  Illinois  State  Line,  at  or  near 
Mt  Carmel,  was  repealed. 

Under  the  charter  and  amendment  thereto,  the 
sail  I  road  has  been  completed  from  Evansville  to 
Vii  cennes,  a  distance  of  51  miles,  and  in  opera- 
tion, since  January  last. 

l!y  virtue  of  an  act  ©f  the  Legislature  of  the 
Stite  of  Indiana,  entitled,  "  an  Act  to  incorporate 
the  Wabash  Railroad  Company,"  approved  Feb- 
ruiryC,  1851,  authorising  the  construction  and 
ma  intcnauce  of  a  railroad  from  Vincennes,  north, 
thrDUgh  the  county  of  Sullivan,  to  Terre  Ilaule, 
in  he  county  of  Vigo ;  and  at  the  pleasure  of  the 
coiipany  north-cast  from  thence  through  the 
cotnty  of  Parke  to  Crawfordsvilie,  in  the  county 
of  Montgomery,  the  Wabash  Railroad  Company 
wai  organized. 

('n  the  18th  day  of  November,  1852,  the  Evans- 
ville and  Illinois,  and  the  Wabash  Railroad  Com- 
pai  ies,  by  resolutions  duly  pas-ted  by  both  of  said 
COI  ipanies,  under  and  by  virtue  of  the  27th  section 
of  I  he  charter  of  tho  said  Wabash  Railroad  Com- 
paiy,  were  consolidated,  and  become  one  com- 
par  y,  adopting  tho  name  of  the  "Evansville  and 
lUi  lois  Railroad  Company." 

i.fierwards,  by  an  act  of  the  Legislature  of  the 
Staie  of  Indiana,  entitled,  "an  Act  to  amend  the 
chsrter  of  the  Evansville  and  Illinois  Railroad 
Coiipany," — approved  March  4th,  1863,  the  acts 
anc  doings  of  said  several  companies,  whereby 
thcir  consolidation  into  one  united  company  be- 
cone  consummated,  was  confirmed  and  made  val- 
id ind  efiectual  to  all  intends  and  purposes;  and 
the  corporate  name  and  seal  of  the  "  EvaiisvUle 


and  Illinois  Railroad  Company"  adopted  at 
consolidation  was  changed,  and  the  name  of  the 
"  Evansville  and  Crawfordsvilie  Railroad  Com- 
pany" substituted  in  place  thereof,  with  powers 
and  liabilities  under  that  name,  to  sue  and  to  be 
sued,  plead  and  be  impleaded,  and  do  all  acts  and 
things,  and  in  and  by  that  name  the  said  company 
to  be  held  liable  for  all  contracts  and  engage- 
ments ;  all  of  which  acts  of  the  Legislature  were, 
on  the  second  day  of  September,  1853,  approved, 
accepted  and  adopted  by  the  Directors  of  said 
company,  whereby  the  said  consolidated  company 
came  to  be  and  is  now  known  by  the  name  of  the 
"  Evansville  and  CravfordsvilU  Railroad  Com- 
pany." 

The  first  division  of  this  road  extends  from  Ev- 
ansville to  Vincennes,  51  miles.  This  division 
was  completed  so  as  to  let  trains  pass  over  it  in 
January  last.  Including  its  equipments,  tempor- 
ary depots,  engine  houses  and  shops  for  repairs  of 
machinery,  has  cost  up  to  the  \  resent  time  $847,- 
191. 

On  this  division  is  a  mortgage  to  secure  the 
payment  of  850  bonds  of  one  thousand  dollars 
each,  payable  on  the  first  of  January  1862,  which 
is  the  only  lien  or  encumbrance  on  any  part  of 
the  entire  road  or  property  of  the  company,  except 
the  mortgage  executed  on  tho  22d  day  of  March, 
1854,  to  secure  the  payment  of  the  seven  hundred 
and  forty  bonds  beaming  data  April  1st,  1854, 
and  issued  to  provide  means  to  pay  for  the  iron, 
chairs,  spikes  and  equipment  for  the  road. 

The  second  division  of  the  road  extends  from 
Vincennes  to  TVrrc  Haute,  58  miles,  on  which  the 
grading  and  bridging  is  all  finished.  The  Muls, 
chairs,  and  spikes  for  this  division,  are  all  pur- 
chased and  mostly  delivered  on  the  road,  and  the 
balaace  in  course  of  transportation  from  New 
York.  The  cross  ties  are  all  delivered  along  the 
line,  and  19  miles  of  track  is  laid.  There  can  be 
no  reasonable  doubt  but  the  whole  line  from  Ev- 
ansville to  Terre  Haute  (109  miles)  will  be  com- 
pleted, and  trains  running  over  it  by  the  first  of 
December  next. 

The  third  division  of  the  road  extends  from 
Terre  Haute  to  Crawfordsvilie,  51  miles,  making 
the  whole  length  160  miles.  On  this  division  the 
portion  from  Terre  Haute  to  Rockville,  26  miles, 
has  been  permanently  located,  and  they  heavy 
earth  work  is  nearly  completed,  and  paid  for  by  a 
local  stock  subscription,  belonging  to  that  divi- 
sios. 

It  is  contemplated  by  the  company  to  extend 
the  road  to  Crawfordsvilie  so  soon  as  the  stock 
subscription  will  justify.  It  will  then  connect 
with  a  line  of  road  now  in  progress,  easlwardly,  to 
Fort  Wayne,  where  it  will  connect  with  the  roads 
to  Crestline  and  Cleveland ;  and  also  with  a  road 
in  progress  north-east  through  Logansport,  and 
the  Eel  river  Valley,  to  Detroit.  Also  with  the 
New  Albany  and  Salem  road,  now  running  north 
through  Lafayette,  (where  it  intersects  the  Wa- 
bash Valley  road,  now  constructing  to  Toledo)  to 
Michigan  City  and  thence  to  Chicago.  At  Terre 
Haute  it  will  connect  with  the  Terre  Haute  and 
Richmond,  the  Terre  Haute  and  Alton  and  the 
Atlantic  and  Mississippi  roads.  At  Vincennes  it 
will  cross  the  Ohio  and  Mississippi  road,  the  west- 
ern division  of  which  extending  from  Vincennes 
to  St.  Louis,  is  expected  to  be  finished  in  March 
next.  This  connection  will  give  to  this  road  a 
large  amount  of  the  travel  to  and  from  St.  Louis. 
There  has  also  been  a  road  located  from  Nash- 
ville, Tennessee,  to  Henderson,  Kentucky,  and  a 
point  on  the  Ohio  river,  opposite  Evansville,  a 
part  of  which  is  now  in  progress  of  construction, 
and  when  completed  will  secure  to  the  Evansville 
and  Crawfordsvilie  road  a  large  amount  of  south- 
ern travel,  as  no  road  can  be  constructed  from 
Evansville  to  Indianapolis  at  any  admissible  cost, 
that  can  competo  with  this  in  speed,  or  low  rates 
of  fare,  for  the  travel  between  those  points,  con- 
necting as  it  does  with  the  Terre  Haute  and  Rich- 
mond road.  These  roads  run  through  a  very  lev- 
el country,  making  the  curvature  easy  and  grades 
light.  The  greater  part  of  the  road  is  substao- 
tially  level :  none  exceeds  40  feet  to  the  mile,  and 
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little  30  feet.  It  can  therefore  be  run  with  great 
speed,  carrying  passengers  from  Evansville  to 
CiDclDnati  in  the  sunlight  of  a  single  day,  and  can 
pat  them  on  any  road  running  eastward  from  In- 
dianapolis, that  they  could  possibly  reach  by  any 
other  line  which  may  ever  be  built  from  Evans- 
ville  to  that  place. 

This  line  of  road  runs  through  a  wide  belt  of 
productive  soil,  forming  the  Valley  of  the  Wabash 
now  settled  with  an  active  and  thriving  popula- 
tion, and  is  constantly  increasing  in  numbers,  and 
the  multiplied  fruits  of  industry. 

The  inhabitants  of  this  valley,  for  a  hundred 
miles  in  width,  have  always  had,  and  still  havo  a 
natural  intercourse  and  commerce  with  the  South- 
ern States,  and  especially  with  the  city  of  New 
Orleans.  The  business  between  those  sections  has 
been  as  certain  and  as  much  a  matter  of  course, 
as  the  business  between  New  York  and  BuflTalo. — 
This  whole  region  has  been,  and  doubtless,  ever 
will  be,  supplied  with  groceries  from  that  source. 
The  transportation  of  the  sugar,  molasses  and 
coflFee,  yearly  consumed  in  the  Wabash  Valley, 
would  nearly  defray  the  expenses  of  a  railroad  so 
cheaply  operated  as  this. 

But  this  I  oad  completed,  is  uot  the  Wabash  Val- 
ley only  which  is  to  bo  supplied  with  these  com- 
modities transported  over  it.  A  large  part  of  Cen- 
tral and  Northern  Indiana  and  Eastern  Illinois, 
will  be  more  economically  furnished  with  South- 
,  ern  productious  through  this  than  any  other  me- 
dium. 

A  few  miles  south  of  TeiTC  Haute  this  road  tra- 
verses for  several  miles  the  border  of  an  extensive 
coal  field,  where  coal  exists  iu  inexhaustable  (quan- 
tities, and  of  a  quality  believed  to  be  superior  to 
any  other  in  the  State,  and  convenient  of  access  by 
short  switches  from  the  line.  As  the  road  shall 
be  extended  to  Crawfordsville,  it  will  in  like  man- 
ner, traverse  inexhaustable  beds  of  coal  of  good 
quality.  There  being  no  extensive  bods  in  the 
Talley  North  or  South  of  these  points  which  aro 
80  easy  of  access,  the  transportation  of  this  article 
over  the  road  must  add  largely  to  its  receipts. 

It  is  almost  superfluous  to  relate  in  detail,  its 
importance  as  a  freight  road  ;  the  productiveness 
of  the  Wabash  valley  is  well  known  throughout 
the  country.  Its  immense  surplus  of  grain  and 
provisions  has  for  many  years  been  felt  in  distant 
markets,  and  particularly  in  New  Orleans. 

As  a  passenger  road  we  think  there  are  but  very 
few  in  the  Western  States  that  can  excel  it,  and  in 
view  of  the  important  connections  this  road  will 
have,  the  productiveness  of  the  country  through 
which  it  passes,  and  the  coal  trade  which  it  must 
command,  it  is  not  unreasonable  to  anticipate  that 
the  Evansville  and  Crawfordsville  Railroad  is  des- 
tined to  become  one  of  the  most  important  and 
profitable  roads  in  the  West. 

The  charter  of  the  Terre  Haute  and  Richmond 
Railroad,  and  the  value  of  its  capital  stock  is  well 
known ;  therefore  a  comparison  of  the  receipts  of 
said  road  for  the  first  six  months  after  it  was  op- 
ened, with  the  receipts  of  the  Evansvillo  and 
Crawfordsville  road  for  the  same  period  of  time 
after  it  was  opened  to  Vincennes,  may  be  appro- 
priate, as  it  furnishes  a  demonstration  in  favor  of 
(he  latter. 

The  receipts  of  the  Terro  Haute  and  Richmond 
road  during  that  period  bemg  $42,768  86,  e«iual 
toSd94  per  mile  on  72  miles. 

The  receipts  of  the  Evansvillo  and  Crawfords- 
ville road  during  the  same  period  of  time  was  $32,- 
798  38,  equal  to  $643  per  mile  on  61  miles,  or  S49 
per  mile  in  favor  of  the  latter  road. 

All  the  rolling  stock,  work,  and  material  on  the 
road,  except  the  iron  rails,  chairs  and  spikes,  have 
been  paid  for,  and  the  floating  debt  of  the  compa- 
ny, except  for  the  three  last  named  articles,  does 
not  exceed  sixty-C  ve  thousand  dollars,  which  is 
m(H^  than  covered  by  stock  subscriptions  not  yet 
due,  and  other  valuable  assets  not  yet  realized. 

The  company  have  7  locomotives,  and  two  or 
three  will  be  in  readiness  by  the  time  the  road  is 
completed  to  Terre  Haute,  and  have  a  sufficient 
numb«r  of  c«w  on  baod  or  eoiutructing,  to  meet 


the  business  demands  of  the  company  for  the  en- 
suing winter. 

The  subscribed  Capital  Stock  of  the  company 
belonging  to  the  portion  of  the  road  between  Ev- 
vansville  and  Terre  Haute  is  S838,400;  this  amount 
is  being  increased  from  time  to  time,  by  addition- 
al subscriptions,  and  it  is  believed  that  it  will 
soon  reach  a  sum  equal  to  full  one  half  the  cost  of 
that  part  of  the  line. 

The  estimated  cost  of  the  road  when  completed 
in  perfect  order  as  a  first  class  road,  with  all  the 
necessary  lands,  side  tracks,  depots,  and  other 
buildings,  and  fully  equipped  is  $2,205,051,  or 
ft-20,229  33-100. 

Upon  this  basis  the  company  have  issued  740 
seven  per  cent.  Coupon  bonds  of  one  thousand 
dollars  each,  convertible  into  stock  of  the  compa- 
ny at  the  pleasure  of  the  holder,  at  par. 

The  mortgage  is  upon  the  rholc  of  that  portion 
of  the  road  and  equipments,  between  Evansville 
and  Terre  Haute,  109  miles  and  is  the  first  and 
only  incumberancc  on  that  part  between  Vincen- 
nes and  Terro  Haute,  58  miles ;  but  that  part  of 
the  road  and  equipment-s  between  Evansville  and 
Vincennes,  51  miles,  is  subject  to  a  prior  mortgage 
to  secure  the  payment  of  350  bonds,  of  one  thous- 
and dollars  eacli,  payable  on  the  first  day  of  Jan- 
uary, 1862,  making  the  whole  encumberance  $1,- 
090,000,  or  ten  thousand  dollars  per  mile,  being 
less  than  one  half  the  estimated  cost  of  the  road 
and  equipments,  and  must  prove  an  ami>le  and  un- 
doubted security. 

The  charter  makes  the  President  and  Directors 
individually  liable  for  all  debts  contracted  by  them 
in  the  name  of  tho  company  beyond  the  amount 
of  good  and  solvent  stock  subscribed. 

Tho  mortgage  or  Deed  of  Trust  to  secure  the 
payment  of  the  bonds,  is  made  to  the  Farmers' 
Loan  and  Trust  Company  of  New  York  as  Trus- 
tees. They  bear  7  per  cent,  interest  payable  semi 
annually,  at  the  oflSoe  of  said  Trust  Conipany,  on 
the  first  day  of  November  next,  and  on  the  first 
day  of  May  and  November  of  each  ensuing  year, 
and  the  principal  thereof  will  be  paid  oa  the"  first 
day  of  May,  1860,  at  the  oflice  of  said  Farmers' 
Loan  or  Trust  company. 

The  law  authorizes  the  company  to  pay  any 
rat*  of  interest,  and  to  sell  their  bonds  ai  any  rate 
of  discount  agreed  upon  between  the  parties. 

It  is  now  proposed  to  sell  600  of  the  bonds  to 
enable  us  to  meet  the  payments  lor  iron  and  ma- 
chinery purchased  for  the  road. 

SAMUEL  HALL,  President, 

SepUmher  15,  1854. 


(For  the  American  Railroad  JouruaL) 
Sinking  Fund  for  tlie  Krie  Railroad 

Iu  theR.R.  JocR!«A[,of  the  16th  ult.  I  pointed  out 
what  I  believed  to  be  the  proper  policy  for  the  Erie 
Railroad  Company  to  adopt  in  reference  to  the 
payment  of  its  lnc«vic  bonds  ;  and  as  to  the  gene- 
ral mauagomeut  of  its  funded  debt.  I  will  now 
proceed  to  show  some  of  the  comparative  resiMs 
of  paying  of  a  funded  debt  by  the  creation  of  a 
sinking  fund,  or  by  the  creatioix^of  a  new  one  at  a 
discount. 

For  the  purpose  of  instituting  this  comparison 
I  will  a-ssume  the  following  as  the  position  of  the 
Erie  Railroad  Company.    I  use  round  figures  only 
to  facilitate  computations.        ?,  -  rt 
Stock .].. $10,000,000 

1st  Mortgage  Bonds,  1866 

2ud 

3d 

Income 


•«r 


>». . 


Convertibles 


$3,000,000 

1859......'. 4,000,000 

1883 0,000,000 

1865 2,700.009 

1871 4,300,000 

1862 3,600,000 


or  improvements,  after  paying  iiit«restj>,  running 

expenses,  &c.,  &c.;  which,  considering  the  amount 

of  net  earnings,  $616,000  in  9  months,  cannot  b» 

considered  extravagant. 

If  a  s/u>rt  Bond,  secured  by  a  sinking  fund  of 

$310,000  semi-annually  be  adopted,  the  result  will 

be  as  follows:  :     ' 

Yearly  net  income . , $700,000 

Less  sinking  fund 620,000 


Leaves  1st  Feby,  1856,  a  surjilus  of.. $80,000 
Interest,  7  per  cent.,   to  Ist  Feb'y,  1857..     5,600 


$85,600 
Surplus  Ist  Feb'y,  1867 80,000 


Interest  7  per  cent.,  to  Ist  F'eb'y  1868. 


$166,600 
-     11,592 


$177,192 
Surplus  1st  Feb'y,  1868 80,000 


$267,192 
Interest  to  1st  Feb'y,  1859 18,006 


$275,196 
Surplus  IstFeb'y,  1869 80,000 


Add  surplus  of  sinking  fund  not  required 
for  liquidation  of  Income  Bonds.  (See 
R.  R.  Journal,  pag.  686.) 


$366,196 


85,t84 


Surplus  applicable  to  dividend  IstFeb'y, 

1859 $441,080 

Thus,  with  large  sinking  fund,  the  Incoms 
Bonds  would  be  paid  ofl"  entirely  and  the  company 
stand  ready  to  give  4  per  cent,  dividend  Ist  Feb'y 
1869.  1  have  stated  the  Income  Bonds  at  $2,700,- 
000,  though  by  the  last  statement  of  the  company 
they  amount  to  only  $2,619,000,  which  would  leave 
the  company  so  much  more  available  means,  on 
the  1st  February,  1859.  The  debt  of  the  compa- 
ny would  be  reduced  $2,700,000,  and  the  an- 
nual interest  thereon  from  1st  Feb'y,  1869,  $189,- 
000,  would  be  available  for  dividends  or  other 
purposes ;  and  if  set  apart  for  siuking  fund  to  li- 
quidate bonds  next  due,  it  would  produce  $94,500 
semi-annually : 

Say  upon  the  1st  of  August,  1869 $94,600 

3i  per  cent,  interest 2,836 

Feb'y  1860 94,600 


Total  Feby  lit  1860 $191,886 

Interest  to  Feb  y  Ist,  1861 13,423 

Amount  for  18G1 191,836 


ToUl  Feby  1st,  1861 $407,098 

Interest  to  Feb'y  1st,  1862 28,447 


ToUl  for  Feb'y  1st,  1802 $535,546 

Payment  and  interest,  semi-annually  for 
1862 191,886 


$23,600,000 


Annual  Interest,  7  per  cent. . „j.'.'.ii  . .  $1,646,000 

I  assume  further,  that  the  road  will  earn  $700,- 

000  applicable  yearly  to  dividends,  sinking  fund 


ToUI  Feb  y  1st,  1862 $727,380 

Thus,  Feby  1st,  1862,  $727,380  of  the  compa- 
ny's Bonds  could  be  absorbed,  reducing  the  $8,- 
600,000  due  1862,  to  $2,872,620. 

Do  the  stockholders  in  reality  lose  by  such  ope- 
ration 1  They  sacrifice,  it  is  true,  4  years  divi- 
dends ;  but  in  so  doing  they  pay  off  an  equal 
amount  of  debt,  and  add  to  the  value  of  the 
stock  in  ex»c(  proportion  to  the  amount  of  debt 

The  very  payment  of  debt  makes  them  richer. 
Instead  of  anet  income  of $700 ,000, assumed  nbove, 
the  net  income  is  increased  by  interest  saved,  say 
from  1862  forward,  7  per  cent,  on  $3,427,880; 
equal  to  239,917 ;  so  that  without  aHowxng  for  in- 
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creased  busii.ee.s,  the  iucoruc-  fiuoi  Fob'y  lstjl862 
will  be  i939,917  available  for  dividends,  and  the 
debt  reduced  from  S23,600,000  to  S20,072,620. 

If  the  debt  can  be  reduced  to  20  million,  there 
is  DO  doubt  that  the  stockholders,  with  increase 
of  business,  can  realize  10  per  cent,  dividends  and 
have  a  handsome  surplus  to  set  aside  for  a  sinking 
fund,  to  reduce  the  debt  siili  further.  As  the  debt  is 
reduced,  the  Bonds  advance  in  value,  audj  proba- 
bly in  10  years,  a  six  p.  cent,  loan  can  be  sold  at, 
or  over  par,  to  liquidate  all  the  7  per  cent.  Bonds, 
allowing  o-ne  per  cent,  saved  by  the  process,  to  be 
set  aside  as  sinking  fund.  The  stockholders  may 
then  find  road  yielding  them  10  or  15  per  cent, 
dividends,  increasing  as  debt  is  reduced. 

If  the  Income  Bonds  are  paid  ofif  by  1st  Feb'y, 
1859,  and  company  in  addition  shows,  as  above 
stated,  a  surplus  of  $441,000,  the  3d  Mortgage 
Bonds  will  sell  at  a  high  price ;  at  all  events  much 
better  than  they  would  if  a  new  26  year  loan  had 
been  resorted  to  and  sold  at  large  discount. 

If,  further,  the  interest  saved  on  the  S2  ,"00,000 
Income  Bonds  be  set  apart  fur  sinking  fund  to  ex- 
tinguish $727,o80  of  the  Convertible  Bonds  due 
in  1862,  there  will  be  no  difiBculty  in  negotiating 
a  new  loan  to  settle  what  may  not  have  been 
converted  of  the  $2,872,620  Convertible  Bonds 
not  provided  for ;  with  the  chance  of  10  per  cent. 
dividends  as  shown  above,  in  and  after  1862.  The 
probabilities  arc  that  most  if  not  all  the  Conver- 
tible Bonds  would  be  converted,  and  no  neu?  loan 
required  for  them. 

Adopt  the  25  year  loan  with  ^4  per  cent,  semi- 
annnal,  or  1>^  per  cent,  annual,  sinking  fund  ;  it 
will  work  as  follows ; 

To  pay  ofiT  82,700,000  Income  Bonds,  $3,000,- 
000,  26  year  7  per  cent.  Bonds  at  least  must  be 
issued.  Assume,  to  bo  liberal,  that  they  sell  ^t 
90  per  cent. 

The  debt  is  thus  increased  to  $23,800,000,  an- 
nual interest  7  per  cent,  to  $1,666,000;  the  net  in- 
come instead  of  $700,000  reduced  to  $679,000 
In  1869  the  2Dd  Mortgage  of  $4,000,000  fall  due, 
to  pay  which  the  $4,000,000  3d  Mortgage  set 
apart  for  them  are  to  furnish  means. 

I  assume  these  also  to  sell  at  90  per  cent,  pro- 
ducing only  33,600,000.  The  company  have  to 
take  $400,000  out  of  earnings  to  seitle  2d  Mort- 
gage Bonds,  and  lose  this  amount  entirely.  It  is 
not  a  temporary  loss  or  sacrifice,  it  is  a  direct  to- 
tal loss,  on  which  stockholders  forever  lose  inter- 
est, and  results,  to  settle  $4,000,000  2nd  Mort- 
gage, as  if  $4,400,000  Bonds  had  been  issued, 
making  debt  equal  to  $24,200,000 ;  interest  on  the 
same  $1,694,000,  and  reducing  net  income  to 
$661,000. 

In  1862,  $3,600,000  Convertibles  fall  due.  As- 
suming these  again  paid  by  new  loan  sold  at  10 
per  cent,  discount,  $350,000  are  agaiu  sunk.  The 
debt  is  thus  increased  to  $24,550,000,  interest  to 
$1,718,600;  and  income  reduced  to  $626,600. 
Thus,  where  in  1854  net  income  is  7  per  cent,  on 
stock,  it  falls  in  1862  to  6^  per  cent.,  with  the 
debt  largely  increased.  Is  such  a  course  likely  to 
maintain  confidence,  the  value  of  stock  or  shares, 
or  to  facilitate  new  loans  for  what  falls  due  in 
1867  and  1871 1  .  -^ 

It  will^be  seen  from  above,  that  while  a  large 
•inking  fund  sacrifices  four  years  dividends,  these 
*fter  4  years  will  be  amply  repaid  in  shape  of 
increased  value  of  stock,  holding  out  fair  prospect 


of  10,  12  or  15  per  cent,  dividends,  and  leaving  a 
surplus  for  sinking  fund ;  while  a  long  loan,  by  re- 
ducing income,  reduces  value  of  stock  by  sacrifices 


(To  Uus  Editor  of  the  American  RailroaJ  Jounwl.) 
'Working  of  Railroada  by  Contraett 

Sir:  In  the  Journal  of  July  8th,  is  an  article  on 


incurred,  and  leaves  in  4  years  a  chance  for  only  '^e  subject  of  working  railroads  by  contract,  in 


6%  per  cent,  dividend ;  in  8  years  a  chance  for 
only  6)^  per  cent,  dividend,  and  that  without  con- 
sidering 1>2  per  cent  sinking  fund  on  $3,000,000, 
equal  $45,000  per  year, which  reduces  the  income 
at  once  to  $634,000,  or  633  per  cent,  for  dividend ; 
and  in  1862  to  $581,500;  or  5  8-lOth  per  cent, 
dividend.  As  the  debt  increases,  it  will  become 
more  and  more  difficult  to  pay  off  what  is  matur- 
ing by  new  loans,  and  the  stock  and  bonds  will 
fall  under  bad  management,  and  reduced  iuc*3e. 

In  10  years  on  the  above  plan,  the  stock  may  be 
worth  120  per  cent.,  or  more,  and  yield  10  or  12 
per  cent,  dividend.  In  the  same  period  on  the 
plan  of  long  bonds  the  dividends  may  be  reduced 
to  below  4  per  cent.  ;  and  bonds  that  must  be  ne- 
gotiated within  next  10  years,  sell  much  below 
90  per  cent. 

1  have  frequently  seen  it  stated  that  the  in- 
creased cost  of  roads  did  not  produce  correspond- 
ing increase  in  net  income.  Above  is  solution  of 
the  problem. 

If  the  £rie  Railroad  has  earned  $616,000  in  9 
months  as  lately  stated  by  the  directors,  tken  can 
my  plan  be  carried  out,  and  in  1862  the  road  be 
made  to  pay  10  per  cent,  dividends  per  annum. 
Will  iuch,  a  result  depreciate  stock  or  bonds  ? 

If  in  1855,  1859,  1862,  and  so  on,  as  loans  fall 
due,  new  loans  are  negotiated  at  discount  to  pay 
old  debts,  the  value  of  stock,  and  chance  of  divi- 
dends will  surely  be  reduced. 

I  have  assumed  that  the  loans  can  be  negotiated 
at  90  per  ct.,  which  is  a  liberal  price.  They  may 
not  be  saleable  at  85  or  80  per  cent. 

At  80  per  cent,  the  loss  would  be  double,  and 
chance  of  dividend  in  1862  reduced  to  4^4  per  ct. 
per  annum.  Is  that  likely  to  increase  value  of 
shares  and  bonds  ?  If  such  is  result  for  8  years, 
what  will  it  be  in  26  years  1 

If  new  long  loans  with  small  sinking  funds  be 
made  to  pay  old  debts,  and  sell  at  80  percent.^  the 
debt  in  1856  will  have  grown  to $24,175,000 


Interest  ....■.."...... $1,692,260 


Income  reduced  from  $700,000  to $662,750 

Less  1^  per  cent,  sinking  fund 45,000 


'  $607,760 

Leaving  6  per  cent,  for  dividend  in  1865. 
In  1869  the  debt  is  increased  to $25,175,000 


Interest $1,762,250; 


reduciug  income  from  $700,000  to $582,750 

Less  sinking  fund 45,000 


$537,760 
Leaving  for  dividend  in  1859  5^g  per  cent. 

In  1862  again  $3,500,000  due,  and  paid  by  new 
loans  sold  at  80  per  cent.,  increases  the 

debt  to $26,050,000 


Interest $1,822,600 


Net  income  reduced  from  $700,000  to. . .  $621,600 
Less  sinking  fund 46,000 


$476,600 
Leaving  for  dividend  1862  4^  per  cent,  yearly ; 
or  perhaps  with  increase  of  business  6  or  7  per  ct. 
per  annum,  instead  of  12,  or  15  per  cent.        m. 


which  you  express  a  favorable  opinion  as  to  the 
saving  to  be  effected  by  the  introduction  of 
that  system  into  this  country  ;  and  as  the  plan  is 
fast  gaining  ground  in  the  Old,  and  especially  on 
the  Continent,  the  benefits  derived  from  it  cannot 
be  too  soon  canvassed,  and  its  advantages  brought 
to  bear  on  some  of  the  depreciated  stocks  of  the 
New  World.  fac 

There  are  several  ways  for  contracting  for  the 
rolling  stock,  involving  dififereut  financial  arrange- 
ments between  the  company  and  the  contractors ; 
the  general  rule  being  that  the  less  outlay  requir- 
ed from  the  latter,  the  cheaper  the  work  is  done. 
The  best  arrangement  for  a  company,  is  to  find  all 
the  stock,  with  necessary  machinery  for  repairs, 
and  pay  only  for  the  work  done  at  a  mileage  rate, 
retaining  a  certain  per  centage  of  the  amonnt, 
generally  10  per  cent  for  depreciation  of  the  stock 
and  security;  and  at  the  expiration  of  the  con, 
tract  returning  the  difference  between  the  actual 
depreciation  by  valuation,  and  the  amount  thus 
kept  \v  hand.  For  a  line  whose  means  may  be 
limited,  abettor  arrangement  is  fur  the  contractor 
to  find  every  thing,  the  company  being  bound  to 
take  the  stock  at  a  valuation  at  the  end  of  the 
term,  but  as  the  capital  required  for  this  is  gener- 
ally beyond  the  means  of  private  individuals,  some 
arrangement  for  bonds  or  debentures  is  usually 
agreed  upon.  In  America,  where  more  than 
anywhere  else,  many  otherwise  good  lines,  are 
borne  down  and  hampered  with  heavy  fioating  li- 
abilities rcquring  great  attention  on  the  part  of  the 
managers,  and  loss  and  risk  on  the  part  of  the 
proprietors,  by  continually  contracting  loans,  and 
renewing  mortgages,  so  much  time  is  taken  up  in 
financiering,  that  the  little  details  of  management 
are  apt  to  be  neglected.  The  contract  system 
tells  upon  the  prosperity  of  the  company  iu  two 
ways ;  relieving  the  mortgage  account,  and  doing 
the  work  cheaper. 

Nothing  would  so  soon  bring  about  the  prosper- 
ity of  some  of  the  roads  as  to  make  a  good  ar- 
rangement with  a  contractor  to  take  the  whole  of 
the  rolling  stock  ofl"  the  hands  of  the  companies, 
paying  for  it,  say  in  certain  annual  or  semi-annual 
instalments,  and  working  the  traffic  at  a  mileage 
rate.  Irrespective  of  the  saving  in  the  actual  cost 
of  the  trains  per  mile,  the  fact  that  the  work  can 
be  done  and  would  be  done  at  25  per  cent,  on  an 
average,  less  than  it  is  now  costing,  the  greater 
punctuality,  safety,  and  ce>'tainty  that  would  be 
introduced,  the  relief  offered  to  the  present  finan- 
cial condition  of  companies,  would  alone  justify 
the  experiment.  Take  for  example  the  Erie  Rail- 
road, a  line  which  with  excellent  prospects  other- 
wise is  on  great  financial  difficulty  from  its  dispro- 
portionably  heavy  liabilities.  The  capital  of  the  com- 
pany is  about  $10,000,000,  and  the  rolling  stock  is 
possibly  worth  half  that  sum ;  whibt  it  has  the 
enormous  debt  of  $25,000,000,  the  interest  ofwhicb 
must  be  sapping  the  energies  and  destroying  the 
prospects  of  the  whole  affair.  Could  that  stock 
be  turned  over  to  responsible  contractors  and  pro- 
bably $5,000,000  of  bonds  put  to  rest,  the  residua 
would  be  more  manageable,  and  time  afforded  to 
make  the  necessary  provision  for  them.  If  no 
toher  advantage  should  accrue,  and  the  work  were 
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done  no  cheaper,  and  no  bettor,  this  reduction  of 

.,  the  company's  debt,  would  alone  put  a  diSerent 
aspect  on  their  affairs.  There  is  one  more  consid- 
eration affecting  the  interest  of  a  railroad  by  thus 
disposing  of  the  rolling  stock,  and  having  the  work 

.  done  by  a  fixed  sum  per  mile.  To  the  public  this 
is  the  mysterious  item  that  is  rarely  understood, 
and  seldom  sufficiently  allowed  for.  Common  ob- 
observation  gives  generally  a  pr.  tty  correct  idea 
.  of  the  amount  of  a  railroad's  revenue,  and  periodi- 
cal statements  of  the  gross  receipts  keep  the  pub- 
lic informed  of  the  business  that  is  doing :  but  the 

■  working  expenses,  the  depreciation  of  engines,  the 

'  wear  and  tear  of  carriages,  the  cost  of  accidents, 
and  the  necessary  provision  against  "  contingen- 
cies," those  unpleasant  subjects  to  those  not  be- 
hind the  scenes,  bafSe  all  calculation,  disappoint 
all  expectation  and  contradict  the  most  elaborate 
estimates.  Where  there  is  uncertainty  there  will 
always  be  uneasiness,  and  the  prices  of  shares  de- 
pend more  upon  confidence  than  appearances. — 
In  the  depression  that  passed  over  all  railways  a 
few  years  ago,  the  only  line  in  England  whose 
dbares  were  not  unduly  depreciated,  and  which  re- 
tained their  position  in  the  market,  were  the  Lan- 
caster and  Carlisle,  without  debt,  and  without  pre- 
ference shares,  owning  neither  engine  nor  carriage, 
and  with  the  work  well  done  by  contract  patent  to 
every  proprietor.  The  public  felt  that  on  this  line 
at  least  there  was  no  room  for  roguery,  and  noth- 
ing to  be  divulged. 

There  are  plentv  of  roads  in  the  States  short  of 

'  traffic  and  not  paying  in  consequence ;  because 
the  companies  are  not  charging  so  low  as  to  induce 
that  trafSc  to  come  to  their  line :  believing  that 
low  rates  would  not  pay  them.     Permit  me  to  re- 

-  fer  yon  to  the  article  in  your  No.  for  August  26th 
on  the  Vermont  Central.  Freight  pays  generally 
as  well  as  passengers,  if  it  be  properly  managed. — 
The  best  paying  railroad  in  the  world  was  the 
Stockton  and  Darlington  before  it  carried  many  pas- 
sengers, and  when  the  locomotives  were  worked 
by  contract  at^d.  (J^cent)  per  ton  per  mile.  With 
plenty  of  freignt  even  at  such  a  rate  as  will  bring 
the  quantity  on  the  line,  the  Vermont  Central  need 
not  prove  such  a  bad  concern  after  all.  There  is 
plenty  of  work  in  that  direction  for  more  than 
the  three  lines  now  competing  for  the  traffic  be- 
tween Boston  and  the  St.  Lawrence  and  the  line  that 
pays  the  best  will  be  the  one  which  is  worked  in 
the  cheapest  way,  and  secures  the  largest  traffic. 

An  experience  of  12  years  in  the  working  of  lo- 
motives  both  by  contract  and  otherwise,  leads  me 
to  the  deliberate  opinion  that  ^3  of  the  total  cost 
of  locomotive  power  depends  upon  the  manage- 
ment of  an  engine  on  the  road,  and  this  is  the  first 
great  point  where  contractors  make  a  profit  over 

^  the  present  system.  In  America,  no  check 
is  kept  for  instance  over  the  fuel.  The  tender  is 
replenished  at  any  of  the  wooding  stations,  no  one 
knowing,  or  caring  bow  much  is  used,  and  how  far 
it  goes.  No  advantage  is  held  out  for  economy, 
and  as  it  requires  more  skill  and  exertion  to 
be  saving  than  to  earn,  and  no  inducementbeingof- 

. ;  fered  as  a  premium  for  that  extra  exertion,  of 
course  it  is  seldom  applied.  In  Germany  a  cord 
of  wood  costs  perhaps  a  dollar  and  carries  an  en- 

•r|  £ine  80  miles.  Here  sawn  and  carried  into  the  ten- 

t*der,  the  price  is  seldom  under  $3,  and  the  average 
\-  of  all  America,  would  scarcely  come  up  to  30  miles 

^•/or  its  coDBumptioD,    Ererj  pow  aod  tUco  "crack' 


trip  are  run  which  show  that  American  engines 
may  by  care,  run  just  as  cheaply  as  any  others, 
but  the  average  remains  as  low  as  ever.  In  1848  the 
Eastern  Counties  Railway,  a  line  neatly  as  long  as 
the  Erie,  and  with  three  times  the  capital,  let  their 
locomotives  by  contract,  and  in  6  months  the 
consumption  fell  from  68  lbs.  of  coke  per  mile  to 
22.  There  are  other  items  besides  fuel,  the  amount 
of  which  is  dependent  on  the  management  of  the 
engine  driver  on  the  road,  and  perhaps  the  heavi- 
est of  these  repairs  might  in  some  cases  be  reduc- 
ed 50  per  cent.,  by  giving  the  men  a  better  inter- 
est in  their  work,  and  making  their  earnings  and 
their  engines  in  some  measure  correspond.  On  the 
Great  North  of  France,  one-third  less  engines  are 
used  for  the  same  work  than  were  necessary  be- 
fore the  contractine;  system,  and  better  arrange- 
meuts  were  introduced. 

.In  conclusion  I  would  urge  on  every  company 
the  propriety  of  keeping  a  separate  account 
against  every  engine.  Let  every  stick  of  wood  and 
every  gallon  of  oil  be  accounted  for  by  some  one. 
It  gives  a  little  more  trouble  in  the  office,  but  it 
saves  immensely  out  of  doors.  It  introduces  a 
spirit  of  emulation  and  rivalry  amongst  the  men, 
highly  beneficial  to  the  company,  and  if.  in  addi- 
tion to  this,  premiums  were  given  to  the  drivers 
for  economizing  wood,  oil,  tallow  and  other  mate- 
rials, it  would  be  a  great  encouragement  for  good 
work,  and  the  expense  would  be  utterly  dispropor- 
tionate to  the  saving  efiected.  A  man  will  soon 
tire  of  making  exertions  to  economize  materials  if 
he  gets  no  advantage  over  his  neighbor,  who  refu- 
ses to  put  himself  out  of  the  way,  and  any  system 
that  pays  a  man  in  proportion  to  the  work  he  does 
and  the  skill  he  manifests,  must  in  the  long  run, 
have  the  effect  of  bringing  the  best  and  steadiest 
men  to  the  place  where  their  qualifications  are  the 
best  appreciated. 

Apologizing  for  the  length  of  these  observations 
I  remain  Sir, 

Yours  truly. 

VERNON  SMITH. 

Welleville,  C.  W.  -;'•  .,>^.    V-  .  > 

New^  Jersey  Locomotive  and  Macblne  Co. 

Large  Locomotive. 

The  large  locomotive,  lately  noticed  by  us  as 
building  at  the  above  work,  has  been  since  com- 
pleted and  placed  upon  the  Delaware,  Lackawan- 
na and  Western  Railroad  of  Pennsylvania.  The 
heavy  prospective  coal  traffic  of  this  road  has  in- 
duced its  managers  to  contract  for  locomotives  of 
extraordinary  power,  and  most  of  which,  with 
some  modifications  necessary  for  burning  An- 
thracite Coal,  will  be  based  upon  the  general  de- 
sign «f  the  engine  under  notice. 

The  "  Tobyhanna,"  a  name  selected,  as  those 
for  all  the  company's  engines,  from  the  local 
names  upon  the  route  of  their  road,  was  designed 
by,  and  built  under  the  immediate  direction  of 
Mr.  Zebah  Colburn,  the  Engineer  of  the  New 
Jersey  Locomtive  Company.  The  engine  is  out- 
side connected,  and  has  six  driving  wheels  of  48 
inches  diameter,  all  placed  forward  of  the  fire-box. 
The  cylmders  are  of  18  inches  bore,  and  24  inches 
■troke.  The  cylinders  being  laid  horizontally,  are 
placed  at  the  distance  of  8  feet  1  inch  between 
centers,  in  order  to  allow  room  for  the  coupling 
rods  of  the  forward  pairs  of  drivers  to  work  be- 
hind the  slides.  Each  cylinder,  besides  being  bol- 
ted by  seveo  bolts,  1>^  iache^  jo  4Hfflftoter,  to  the 


frame,  is  held  by  twenty  one-inch  bolts  lo  a  cen- 
tral bed,  or  square  cast  iron  box,  beneath  the 
smoke-box.  The  vertical  fianges  of  the  cylinders, 
planed  to  fit  to  the  planed  sides  of  this  box,  are 
30  inches  long  and  26  inches  high.  The  central 
casting  is  cast  open  at  the  bottom,  and  with  a 
closed  top,  or  curved  flange,  fitting  and  bolted  by 
32  bolts  to  the  under  side  of  the  round  smoke 
hex.  By  this  mode  of  fastening,  the  cylinders  and 
central  box  become  nearly  as  rigid  as  a  single 
casting,  while  the  fastening  to  the  frames  and  the 
smoke  box  is  of  the  most  secure  kind.  The 
weight  of  each  cylinder  "  in  the  rough"  was  2176 
lbs. ;  of  the  center  casting,  1670  lbs. 

The  frame  is  of  of  the  "  slab"'  kind,  12  inches 
deep  and  2  inches  thick,  with  pedestals    forged    I 
on  solid.     The  entire  frame  weighs  three  tons. 

The  boiler  has  a  large  fire  box,  146  iron  tubes,   | 
2^4  inches  in  diameter  and  14  feet  long.     The  j 
tube  surface    is  1203  square  feet.     Having  two  j 
steam  domes  with  a  large  amount  of  steam  room, 
and  with  such  a  large  opening  through   the  tubes 
for  draught,  this  boiler  is  enabled  to  make  any 
required  amount  of  dry  steam.     The  area  of  fire 
grate  is  19  square  feet.  | 

The  valve  motion  is  that  of  the  shifting  link,  the  ' 
the  valve  stem  being  placed  behind  the  front  driv-  ; 
ing  wheel  to  obtain  a  proper  length  of  eccentric 
rod.  The  slides,  crank  pins,  connecting  rods,  etc. 
are  all  of  appropriate  strength.  The  wheels  are 
11  feet  between  the  extreme  centers,  and  are 
heavily  balanced  to  insure  steady  running.  The 
engine  "  tracks'  well  in  short  curves  when  run- 
ning at  20  miles  an  hour ;  the  speed  for  which  she 
is  intended  with  loaded  trains,  being  from  12  to 
14  miles  per  hour. 

The  whole  weight  of  the  engine  with  wood  and 
water  is  68,100  lbs,  or  34  tons,  100  lbs. 

It  will  be  remembered  that  the  gauge  of  the 
Lackawanna  road  is  six-feet,  which  accounts  for 
the  distance  between  the  centers  of  the  cylin- 
ders. 

The  New  Jersey  Locomotive  Co.  are  now  engaged 
in  constructing  at  their  New  Jersey  Works,  another 
engine  upon  nearly  the  same  plan  and  for  the  same 
road.  The  new  engine,  however,  will  be  adapted 
for  burning  Anthracite.  The  boiler  is  prolonged 
at  the  furnace  end,  so  as  to  place  the  firebox  en- 
tirely behind  the  rims  of  the  driving  wheels.  The 
grate  will  be  4  feet  long  in  the  direction  of  the 
length  of  the  engine,  and  7  feet  6  inches  wide 
across  the  track,  gi»ing  30  square  feet  of  grate 
area.  The  lubes  which  will  be  of  iron,  are  to  be 
3  inches  in  diameter  and  15  feet  6  inches  in  length. 
The  large  size  and  great  stiffness  of  these  tubes 
will  remove  any  danger  of  their  leaking  when  once 
properly  set. 

Virginia  and  Tennctaee  Railroad.       Pi 

We  learn  from  a  statement  prepared  by  fiic 
Chief  Engineer  of  this  road,  that  the  entire  debt 
of  the  company,  when  the  road  shall  have  beei. 
completed,  will  be  1st;  $1,000,000  to  the  State 
payable  in  thirty  years  with  interest,  payable 
semi  annually.  Second  ;  S500,000  to  individuals. 
These  two  classes  of  debt*  are  secured  by  a  first 
mortgage  on  all  the  propt- rty  and  revenue  of  the 
company.  Third,  S500,000  of  bonds  secured  by  a 
second  mortgage — making  altogether  a  toul  in- 
debtedness of  ^,000,000.  Mr.  Garnttt  states  that 
the  whole  cost  of  the  road,  204  miles  in  length 
will  be  85,000,000,  or  any  $26,000  \yer  mile,  when 
completed  and  equipped  with  a  large  supply  of 
cars  and  locomotives.  One  hundred  and  six  miles 
of  U  are  now  opened,  being  an  addition  of  33  nules 
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since  the  Ist  of  January.  The  receipts  for  Jaly 
amounted  to  $15,000,  and  he  estimates  those  for 
August  and  September  at  $20,000  per  month,  or 
moro.  By  the  1st  of  October,  or  within  a  few 
days  thereafter,  the  road  will  be  extended  to  Wy- 
theville,  135  miles  from  Lynchburg.     ;  j>  •  -  -  ■■■■ 


Amerlean   Railroad  Journal. 

8«Car«lay«  0«tob«r  7,  I8S4> 

We  notice  that  Mr.  Zerah  Colbcrn,  in  a  printed 
circular  styles  himself  "/o^  associate  Editor  .->/ the 
American  Railroad  Journal."  Mr.  Colblrn  was 
formerly  employed  in  the  office  of  the  Jolrnal, 
at  a  stipulated  salary,  with  specific  duties,  without 
authority  or  discretion  in  its  management,  and 
was  no  more  ^'associate"  Editor,  than  are  the  re- 
porters of  the  "City  items"  to  the  Times,  and  Tri- 
bune, "associate"  Editors  of  those  papers.  His 
statement  is  a  mere  assumption  for  which  there  is 
no  foundation  in  the  relation  he  ever  sustained  to 
the  Journal.-  •  -        ■ 


81i»re  and  Money  Blarket. 

The  share  market  has  remained  in  a  very  quiet 
Rtate  for  two  or  three  weeks  past,  with  less  than  or- 
dinary fluctuation.  Although  there  has  been  no 
great  improvement  in  prices,  a  much  more  cheer- 
ful tone  of  feeling  prevails,  and  the  money  market 
is  gradually  working  into  an  easy  state.  There 
is  a  moderate,  though  steady  sale  of  securities, 
both  for  the  domestic  and  foreign  markii,  which, 
with  the  general  curtailment  in  expenditure  will 
soon  produce  an  easy  money  market. 

The  earnings  of  railroads  for  September  as  far 
as  received,  show  a  most  favorable  result,  and  are 
fully  up  to  expectation. 


New  Haven  Railroad  Meeting. 

The  meeting  of  this  company  held  in  this  city 
on  the  3d  instant,  to  take  action  in  reference  to 
the  over-issues  of  stock  by  its  late  President,  end- 
ed in  an  adjournment  to  meet  in  New  Haven  on 
the  second  Wednesday  of  November.  The  meet- 
ing was  numerously  attended,  and  the  proceeding 
of  an  excited  and  stormy  character,  but  no  action 
taken,  showing  the  final  determination  of  the 
stockholders. 


Central   Ohio   Rallroadt 

Wo  learn  from  the  Zanesville  Aurora  that  the 
iitockholdurs  of  the  Central  Ohio  Eailroad,  on  Mon- 
day last,  elected  the  following  gentlemen  as 
Directors  of  said  company  for  the  ensuing  year: 

John  H.  Sullivan,  Chancy  Brooks,  N.  L.  Whitti- 
raore,  N.  Wright,  John  Davenport,  J.  W.  Hall, 
George  James,  S.  B.  Uosmer,  William  Qalligber, 
Samuel  Clarke,  George  B.  Wright,  D.  W.  Dreshler, 
and  Samuel  Brush.  , 


IW    The  Corn  Crop  of  the  .VnltedlStates. 

The  Indian  corn  crop  is  one  of  the  most  import- 
ant crops  of  the  country — hence  the  anxiety  pro- 
duced by  the  long  drought.  According  to  the 
census  of  1850,  the  total  amount  of  corn  produced 
in  the  United  States  was  592,071,104  bushels.— 
The  principal  corn  growing  States  produced  as 
follows : 

Ohio 60,078,695    Alabama ....  28,753,048 

Indiana 52,964,363    Georgia 30,080,090 

lUinois 57,646,984    N.  Carolina.  .27,941,061 

Missouri 36,214,537     Virginia 85,264,349 

Kentucky  . . .  68,672,591  Pennsylvania  19,836,214 
Tennessee. .  .  52,276,223  New  York. . .  17,858,400 
Mississippi . .  22,446,662    S.  Carolina. .  16,271,451 

A  full  crop  for  1854  is  estimated  at  700,000,000 
buflhelfl. 
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Atlantic  and  St.  Lawrence.  ..Maine 

Androscoggin  and  Kennebec.  " 

Kennebec  and  Portland " 

Port.,  Saco  and  Portsmouth. .  " 

York  and  Cumberland " 

Boston,  Concord  and  Montreal.  N.  H, 

Concord  .... " 

Cheshire " 

Northern " 

Manchester  and  Lawrence " 

Nashua  and  Lowell " 

Portsmouth  and  Concord....  " 

Sullivan " 

Connecticut  and  Passumpsic. .  Vt 

Rutland " 

Vermont  Central " 

Vermont  and  Canada " 

Western  Vermont " 

Vermont  Valley " 

Boston  and  Lowell Mass 

Boston  and  Maine " 

Boston  and  Providence " 

Boston  and  Worcester " 

Cape  Cod  branch " 

Connecticut  River " 

Eastern " 

Fall  River..; " 

Fitchburg " 

New  Bedford  and  Taiui ton. ..  " 

Boston  and  New  York  Central  " 

Old  Colony " 

Taunton  Branch " 

Vermont  and  Massachusetts. .  " 

Worcester  and  Nashua " 

Western " 

Stonington R.  I. 

Providence  and  Worcester.. .  " 

Canal Conn. 

Hartford  and  New  Haven ....  " 

Housatonic " 

Hartford,  Prov.  and  Fishkill . .  " 

New  London,  Wil.  and  Palmer  " 

New  York  and  New  Haven. . .  " 

Naugatuck " 

New  London  and  New  Haven.  " 

Norwich  and  Worcester " 

Buffalo  and  New  York  City..  N.  Y. 

Buffalo,  Coming  and  N.  York.  " 

Bufialo  and  State  Line " 

Canandaigua  and  Niagara  F . .  " 

Canandaigua  and  Elmira " 

Cayuga  and  Susquehanna ....  " 

Erie,  (New  York  and  Erie) ...  " 

Hudson  River " 

Harlem " 

Long  Island " 

New  York  Central " 

Ogdensburgh  (Northern) " 

Oswego  and  Syracuse " 

Plattsburg  and  Montreal....  " 

Rensselaer  and  Saratoga....  " 

Rutland  and  Washington " 

Saratoga  and  Washington ....  " 

Troy  and  Rutland " 

Troy  and  Boston " 

Watertown  and  Rome " 

Camden  and  Amboy N.  J. 

Morris  and  Essex " 

New  Jersey " 

New  Jersey  Central " 

Cumberland  Valley Penn, 

Erie  and  North  East '* 

Harrisburgh  and  Lancaster. . .  " 

Philadelphia  and  Reading " 

Philad.,  WilmlDgtOD  and  Bait.  " 
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5,973,700 
2,036,140 
2,520,081 
1,459,384 
713,605! 
2,640,217 
1,485,000 
3,002,094 


651,214 
1,400,000 

673,600 
1,745,616 


254,743 
177,003 
168,114 
208,669 
23,946 
160,538 
305,805 
287,768 
328,782 


132,646 


2,429,100  6,577,467 
3,500,000^12,000,000 
1,600,000 


700,000 


1,8.30,000; 
4,076,9741 
3,160,000 
4,600,000 

421,960 
1,691,110 
2,860,000 
1,050,000 
3,540,000 

600,000 
1,169,228 
1,964,070 

260,000 
2,233,939 
1,140,000 
6,160,000 


1,457,500 

922,500 

2,360,000 


558,861 
3,000,000 

926,000 

750,600 
2,121,110 

900,000 


879,636 


206,190 
150,000 
402,326 
590,641 
180,000 
286,363 

1,192,976 
6,208 
191,600 
none. 
953,370 
295,038 
none, 

1,139,615 
194,445! 

5,319,520 
467,700 
300,000 
500,0001 
800,000 


800,000 
1,641,000 
440,000 
650,000 
701,600 
1,550,000 


872,000 


2,044,636 
4,111,346 
3,679,041 
4,850,754 

633,906 
1,802,244 
3,120,391 
1,050,000 
3,716,870 

629,964 
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Ga. 


Ala. 


Ky. 


*>. 


Pennsylvania  Central Penn 

Philadelphia  and  Trenton " 

Pennsylvania  Coal  Co " 

Baltimore  and  Ohio Md. 

Washington  branch " 

Baltimore  and  Susquehanna. .     " 

Alexandria  and  Orange Va. 

Manassas  Gap " 

Petersburgh " 

Richmond  and  Danville " 

Richmond  and  Petersburgh . .     " 

Rich.,  Fred,  and  Potomac " 

South  Side " 

Virginia  Central " 

Virginia  and  Tennessee " 

Winchester  and  Potomac " 

Wilmington  and  Raleigh N  .C 

Charlotte  and  South  Carolina.  S.  G 

Greenville  and  Columbia " 

South  Carolina " 

Wilmington  and  Manchester 
Georgia  Central 

Georgia 

Macon  and  Western 

Muscogee 

South  Western " 

Alabama  and  Tennessee  River 

Memphis  and  Charleston " 

Mobile  and  Ohio " 

Montgomery  and  West  Point.     " 

Southern Miss 

£a8t  Tennessee  and  Georgia ..  Tenn 
Nashville  and  Chattanooga. 
Covington  and  Lexington . . 

Frankfort  and  Lexington " 

Louisville  and  Frankfort " 

Maysville  and  Lex3ngton " 

Cleveland  and  Pitlsburgh Ohio 

Cleveland  and  Toledo " 

Cleveland,  and  Erie " 

Cleveland  and  Columbus " 

Columbus,  Piqua  and  Indiana.  " 

Colimibus  and  Lake  Erie " 

Cincinnati.,  Ham.  and  Dayton    " 

Cincinnati  and  Marietta " 

Dayton  and  Western " 

Dayton  and  Michigan " 

Eaton  and  Hamilton " 

Greenville  and  Miami " 

Hillsboro " 

Little  Miami " 

Mansfield  and  Sandusky " 

■Mad  River  and  Lake  Erie...  " 

Ohio  Central " 

Ohio  and  Mississippi " 

Ohio  and  Pennsylvania " 

Ohio  and  Indiana ;  " 

Scioto  and  Hocking  Valley. . .  " 

Columbus  and  Xenia " 

Evansville  and  Illinois Ind. 

Indiana  Central " 

Indiana  Northeni " 

Indianapolis  and-Bellefontaine  " 

Indianopolis  and  Cincinnati . .  " 

Lafayette  and  Indianapolis ...  " 

Madison,  Indianapolis  &  Peru  " 

Terre  Haute  and  Indianapolis  " 

Rock  Island  and  Chicago 111. 

Chicago  and  Mississippi " 

Illinois  Central " 

Galena  and  Chicago " 

Michigan  Southern  and  Ind.  N.Mich. 

Michigan  Central " 

«iflc  '.  Mo. 
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101 

71 

60 

65 

93 

33 

88 

60 

80 

125 

73 

29 
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1001 
147 
96 
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46 
61 
601 


40 
20 
36 
!  31 
37 
84 

167 
67 


187 

44 
64 
31 


131 
83 
90 
62 

169 
72 


921 
816 
282 
88 


13,118,902 
1,660,000 
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30 

47 
381 

38 

67 

66 

2 

64 

73 

22 

76 

62 
107 

73 

32 
161 
110 

140  1,004,231 
3,858,840 


769,000 
1,372,324 

686,000 
1,000,000 
1,367,778 
1,673,684 
2,650,091 

180,000 
1,338,878 


3,500,000 
4,000,000 
1,013,088 


686,887 


776,259 
879,868 
688,611 


835,000 
2,-093,814 
1,430,150 

367,218 


1,979,100 
2,000,000 


3,027,000 


2,100,000 

"3io',66b 


2,668,402 

900,000 

2,387,200 


1,760,700 


760,000 
1,291,700 


1,128,486 


2,647,700 
632,887 

2,*46o',66b 


•0  .J 
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.0 
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0 
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tJ 
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.w  cr 

•0 
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5,000,000113,600,0001,943,827    617,626 


6,677,103 


22,264,338 
1,650,000 


173,867 
200,000 

'  663^606 
640,000 
469,150 
707,958 
120,000 

1,134,098 


In  prog. 

In  prog. 
1,163,928 

jIn  prog. 
1,100,000 
1,531,238 
2,100,467 
2,392,215 
3,545,256 
416,532 
2,965,574 


o 


c 


2,038,4201  798,1931  7 
348,622;  216,2371  8 
418,673i  162,636... 


227,693   72,370,  7 


•  '  1  •  •  «  < 


600,000 
3,000,000 


418,187 

1,214 

163,000 


150,000 

'4ob',6b6 


122,861: 
254,376: 
62,762! 
210,062] 
109,268, 


74,113  none 
113,266:  7 


99,077;  10 
42,736  none 

89,776! !l2 

610,038'  153,898';  6 


In  prog. 

7,002,396  1,000,717 
In  prog. 

3,465,879 


609,711  7 


1,277,834 
In  prog. 

743,526 
In  prog. 
In  prog. 
In  prog. 

1,330,960 


986,074 
934,424 
278,739, 
69,590 
129,395 


535,608  8 
456,468  7>^ 
149,960  9 

21,731  .... 

71,636;  8 


541, 000: In  prog. 
850,000  In  prog. 


900,000 


173,642   76,079  8 


In  prog. 

684,902;  87,421   44,250, 


In  prog.   

1,142,20«  3,279,9081  432,682 
1,600,000 L 


J  V- 


408,2001  3,655,000  777,793 
2,000,000^ 


267,278|  10 


85 


97 
49{ 


77 

70 

40 

100 


60 
98 


125 


116 

•  •  •  • 

101 


63 
80 


46 
50 
70 


483,45412 


600,0001  2,659,653  321,793  200,9671. 

In  prog.     : '. 

650,000      925,000  Recently  lopened.     , 
In  prog. 


104 


482,000 
1,000,000 
1,767,000 


62 
75 


56 


2,460,000 


300,000 
26,000 


In  prog.     1 [ ' . . . . 

3,169,7331   667,669!    362,1331  10 

1,855,000 .... 

4,110,148;   640,618|    113,401.... 

In  prog.     ' 


opened. 


1,289,000 


1,241,300 
663,100 

4,'6ob",66b 


;Recently 

In  prog.     I i . . . . 

"         Recently  opened.    

l,310,062i    314,434]    168,612    10 
In  prog.     I   237,606| !.... 


77J 
79 


' '        Recently '  opened . 
1,869,932  Recently  opened, 
opened. 


90 


2,400,000    616,414 
1,85a  0191    106,944 


4,600,0001 . 


600,000  In  prog.     '   473,648 
3,741 ,664|  7,276,6161,200,922 


J,977,563 
non 


8,618,6051,145,698 
In  progres  Recently 


i 


268,076   10 
71,446   4 


286,1621 

686,929 

682,816 

opened,  i 


17 
8 


I 


90 
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BTaasirllle  and  Gr»wr«»rdvtlle  Uallr*«d. 

We  give  in  another  column  a  recent  c-xLibit 
showing  the  financial  condition  and  plans  of  this 
company, 

The  road  might  perhaps  be  more  properly  called 
the  Wabash  Valley  Railroad,  as  it  lies  for  the 
greater  part  of  its  disUnce  upon  the  bank  of  that 
river.  It  is  this  fact  which  constitutes  in  a  very 
considerable  degree  iu  value.  The  course  of  this 
great  river  indicates  both  the  natural  and  con- 
venient route  of  business  and  travel  of  the  country 
it  drains.  Unfortunately,  while  it  waters  a  valley 
whose  productiveness  is  not  exceeded,  probably, 
by  any  portion  of  the  continent,  it  is  almost  en- 
tirely useless  for  purposes  of  navigation ;  so  much 
so,  that  a  railroad  upon  its  bank  could  compete 
with  it  at  a  very  lar^e  profit,  and  at  r.ites  much 
under  the  charge  for  insurance  and  Iransportation 
by  water.  Such  a  road  is  only  wanted  to  super- 
cede the  use  of  steamboats  fur  the  few  weeks, 
yearly,  in  which  they  can  be  run. 

The  business  relations  of  the  Wabash  Valley 
are  either  north  or  south,  between  the  Gulf  of 
Mexico  on  the  one  hand,  and  tlie  Lakes  upon  the 
other.  In  oru  of  these  directions  all  the  exporU 
and  imporU  of  the  valley  are  forwarded  and  re- 
ceived. The  points  for  forwarding  the  former  and 
distributing  the  latter,  .ire  the  leading  towns  upon 
the  river,  at  which  concentrates  the  trade  of  the 
adjacent  country  which  embraces  the  eastern  half 
of  Illinois,  with  nearly  an  etjual  portion  of  western. 
Indiana.      -   ,  ■'  | 

By  way  of  the  Mississippi  River,  "are  received 
most  of  the  groceries  consumed  in  the  Wabash . 
Valley,  such  as  sugar,  molasses,  salt,  fish,  &c., 
&c.;  also  iron,  and  foreign  and  domestic  merchan- 
dize shipped  via  New  Orleans'  from  the  Eastern 
States  and  Europe.  Through  the  same  channel 
will  continue  to  be  sent,  probably,  the  produce 
of  the  valley  below  Terre  Haute  ;  and  as  the  road 
traverses,  as  before  suted,  a  very  rich  and  pro- 
ductive country,  both  its  local  and  through  traffic 
must,  we  think,  be  fully  equal  to  that  of  first  class 
western  railroads. 

In  taking  general  views  of  the  course  of  travel 
in  the  West,  we  have  often  expressed  an  opinion, 
that  between  Lake  Michigan,  for  instance,  and 
the  Gulf  Ports,  travel  will  take  the  valley  of  the 
Wabash,  for  the  reason  that  this  route  will  be  as 
short,  probably,  as  any  other,  aud  because  it  pre- 
sents not  only  far  greater  attractions  than  any  other 
but  coincides  with  the  route  of  convenience.  A  ' 
tourist  in  going  from  Chicago  to  New  Orleans,  or 
Mobile,  would,  naturally  be  attracted  to  the  Wa- 
bash Valley,  where  he  would  see  some  of  the  best 
specimens  of  soil  and  culture  in  the  West ;  and  to 
Nashville,  Tennessee,  which  would  give  an  oppor- 
tunity of  seeing  the  capital  and  the  better  part  of 
the  State,  as  well  as  an  interesting  portion  of 
Kentucky,  Fiom  Nashville  he  will  be  able  to 
take  a  choice  of  routes  either  to  New  Orleans  or 
Mobile.  The  traveller  on  bitsinefs,  will  of  necessi- 
ty take  the  same  route  for  the  purpose  of  passing 
through  the  leading  depots  of  trade  lying  between 
the  Lake  and  the  Gulf;  such  as  LafayetU-,  Terre 
Haute,  Evansville,  Nashville  <S:c.,  &c.  The  roads 
which  will  form  the  connections  referred,  are  in 
an  advanced  stage  of  progress,  and  will  soon  be 
completed.  1 

The  EranBTille  and  Illinois  Railroad  will  xm- 
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dootedly  take  a  large  portion  of  the  passengers 
arriving  at  EvansTille  in  the  boat,  as  by  it  they 
can  gaiQ  24  hours  in  the  trip  to  Cincinnati.  ludiaua- 
polis  and   the  Lakes.      Evansville    is  already  a 
place  of  large  trade,  and  will  probably  become 
the  most  important  commercial  town  in  the  State 
It  is  already  the  point  of  distribution  of  raercban 
dize  for  south-western  Indiana,  and  of  a  very  con 
siderable  portion  of  Kentucky. 

That  portion  of  the  above  road  from  Eransville 
to  Viucenues  has  been  in  operatioa  for  nearly  a 
year  past,  and  its  receipts  from  local  traffic  alone, 
for  the  first  six  mouths,  without  any  railroad  con- 
nections whatever,  were  for  a  corresponding  period, 
equally  up  to  those  of  the  Terre  Haute  and  Rich- 
mond, which  is  one  of  the.highest  priced  and  best 
paying  roads  in  the  West.  The  completion  of  that 
division  of  the  road  now  in  progress  to  Vincennes, 
will  at  once  bring  it  into  use  as  a  through  route 
for  passougers  ascending  or  descending  the 
Ohio,  while  the  early  opening  of  the  Illinois  di- 
vision of  the  Ohio  and  Mississippi  Railroad  will 
constitute  it  a  link  of  the  tjreat  route  of  travel  be- 
tween SoutheiQ  and  Central  Illinois  and  Missouri, 
and  the  East.  •    . 

The  route  is  remarkably  favorable  for  the  con- 
struction of  a  railroad  at  low  cost,  which  will  not 
exceed  much  if  any,  $20,000  per  mile.  With  such 
a  cost,  with  a  local  and  through  traffic  which  it  ap- 
pears to  us  must  be  equal  to  the  average  of  the 
best  western  roads,  we  believe  it  will  prove  to  be 
one  of  the  most  profitable. 

By  a  provision  of  the  charter  directors  are  made 
personally  liable  lor  any  excess  of  debt  over  the 
amount  of  solvent  stock  subscriptions ;  a  provision 
of  very  great  importance  to  the  creditors  of  the 
company  and  which  must  secure  a  careful  and 
economical  administration  of  its  affairs. 

The  road  has  the  efficient  support  of  a  number 
of  influential  gentlemen,  among  whom  we  may 
name  Chauncey  Rose,  Esq.,  of  Terre  Haute,  for- 
merly Pres't  of  the  Terre  Haute  and  Richmond 
R.  R..  who  is  a  very  large  and  by  far  the  largest 
individual  stockholder  in  it,  and  is  entrusted  with 
the  principal  share  of  its  financial  management. 

Belleville  and    IlllnoU  Railroads 

This  road  was  opened  on  the  22d  inst.,  giving 
railroad  communicaiion,  from  opposite  St.  Louis, 
to  Belleville,  some  16  miles  distant.  It  will  be  ul- 
timately extended  to  the  Illiaois  Central  road,  giv- 
ing a  communication  south. 

nadiaon,    ludlanapolia  and    Pern    Kallroad 

We  have  the  the  first  annual  report  of  this  com- 
pany from  which  we  extract  the  following  account 
of  the  operation  of  the  road  for  the  first  six 
months  of  the  present  year,  with  a  statement  of  its 
financial  condition. 

The  receipts  for  the  first  six  months  ending  June 
30tb,  were  as  follows  : 

ON  MADISON  ROAD. 

The  freight  and  passengers SI  15  687  27 

'^  "^ "" 30,133  77 


This  large  diminution  is  attributable  to  various 
causes,  chit-fiy,  however,  to  the  competition  conse- 
quent upon  the  competition  of  the  Bellefontaine, 
Central,  Lawrenceburg,  and  Jeflersonville  Rail- 
roads, nearly  the  entire  business  of  which  former- 
ly passed  over  the  Madison  and  Indianapolis  road. 
With  competition  has  also  become  a  great  reduc- 
tion in  the  taritt'  for  freight  and  passage.  For 
most  of  this  period  freights  were  carried  at  irregu- 
lar rates  by  the  several  roads ;  often  at  figures 
yielding  a  very  inadequate  compensation,  a  policy 
ruinous  in  the  extreme,  and  which  has  been  par 
tially  remedied,  by  the  adoption  of  a  uniform  tar- 
iff for  freights,  by  all  the  roads  centcriug  at  Indi- 
anapolis. 

The  freights  and  travel  have  also  been  unusual- 
ly light  for  the  season,  the  products  of  the  coun- 
try, under  the  stimulus  of  liberal  prices,  having 
been  drawn  out  to  a  great  extent  in  the  fall  of 
1853,  and  the  prevalent  sickness  throughout  the 
country  deterring  many  from  leaving  home. 

The  expendit>ires  for  the  same  period  have  been 
as  follows : 

On  Madison  road S94,649  85 

On  Peru  road 82,299  80 


From  other  sources . 


Total. 


S145,821  04 

ON  PERU  ROAD. 

For  freight  and  passengers S28,057  98 

From  other  sources 4  793  95 


Total S32,866  93 

Making  a  total  of  receipts  on  the  entire  road  of 
$178,677  97,  being  $21,389  86  less  than  the  re- 
ceipts of  the  Madison  road  alone,  for  the  corres- 
ponding period  in  1853. 

■'-  i'.z ■•.■-s> 
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ToUl $176,949  65 

The  ordinary  or  current  expenses  for  this  peri- 
od amounted  to  the  sum  of  $114,986  41  ;  extra- 
ordinary $70,963  24. 

The  ordinary  expenses  included  the  unusually 
large  items  of  $26,064  76,  for  repairs  of  road,  and 
$10,035  10  for  wood  purchased  in  1853. 

The  extraordinary  repairs  made  during  this  pe- 
riod, have  been  as  follows  : 

On  the  Madison  road  some  four  or  five  miles  of 
the  old  worn  out  bars  have  been  taken  up,  the 
track  relaid  with  new  rail  and  ballasted. 

On  the  Perxi  road  some  30  miles  have  been  bal- 
lasted at  an  expense  from  $800  to  $1,000  per  mile 
besides  the  construction  of  side  tracks,  switches, 
turn-tables,  water  stations,  machine  shop  at  Peru, 
work  shop  with  engine  and  other  machinery  repairs 
ofdepot  building,  repr'sofbridges  and  flat-bar  track. 

tNOEBTCDNCSS,    KtNDED    AND    LNFLNDED. 
ON    MADISON  ROAD* 

Mortgage  bonds  7  per  cent $600,000  00 

Income  bonds  7  per  cent,  sold 316,000  00 

Domestic  bonds 2,300  00 

Due  S.   Crooks  for  iron,  for  C.  &  S. 

road 20,095  63 

Due  John  Magee  for          do.           do.  40,723  34 
Bills  payable  lor                 do.           do.  32,000  01 
Other  liabilities  for            do.  estimat- 
ed   30,000  00 

Bills  payable  foj  sundries 47,946  00 

Accounts  unadjusted,  estimated 15,000  00 

Scrip  dividend  due  Jan.  '67 131,816  00 

Indebtedness  to  State 354,000  00 


ToUl $1,589,880  97 

Of  the  Mortgage  Bonds  $350,000  were  applied 
to  construction  and  equipment  of  road  &.c.,  and 
$260,000  to  the  new  terminus. 

The  income  bonds  have  been  secured  by  a  se- 
cond mortgage  upon  the  entire  line  of  the  road. — 
The  issue  amounted  to  $600,000,  which  were  dis- 
posed of  as  follows : 

Sold  by  Messrs.  Winslow,  Lanier  &Co.,  applied 
upon  indebtedness  for  Columbus  and  Shelby  road, 
and  for  interest  as  per  account  rendered. $239,000 
Paid  G.  W.  Cass  on  steamer  Alvin  Adams  26,000 
Paid  city  of  Madison  for  Col.   &   Shelby 

road 50,000 

Paid  for  Babbet's  patent 1 ,000 

Deposit  as  collateral 123,000 

Balance  on  hand 161 ,000 


Total :..... $600,000 

Aside  faom  the  liabilities  for  the  Columbus  and 
Shelby  road,  the  floating  debt  of  the  company 
amounts  to  something  over  $60,000,  as  near  as 
can  be  at  present  approximated.  To  this  should 
be  added  the  scrip  dividend  of  $131,816,  declared 
on  Jan'y  18tb,  '64,  payable  in  three  years  from 
said  date,  beaiing  six  per  cent,  interest,  and  con- 


vertable  into  the  stock  of  the  company  at  the  plea- 
sure of  the  holder. 

op  PERU    ROAD. 

To  bonds  issued  at  6  p^r  cent.,  dated  .' 
Aug.  1,  1850.  due  in  10  years,  inter- 
est payable  semi-annually,  on  the  1st 
August  and  February,  at  the  Madi- 
son Branch  of  the  State  Bank  of  In- 
diana   $12,000  00 

To  600  bonds,  each  $1,000  at  7  per  cent 
dated  July  1,  1852,  payable  July   1, 
1864;  interest  payable  semi-annual-     •• 
ly,  on  the  Is*^  of  July  and  January,    ..xCl.  j^ 
at  the  Merchants'  Bank  in  the  city 
of  New  York $600,000  00 

To  20  Hamilton  county  bonds,  for  $1,-     ,j-..,„,  , 
000  each,  dated  September  1,   1851,     .^..■^.  ''r 
dae  September  1,  1861,  at  10  per 
cent,  interest  payable  annually  on 
the  Ist  day  of  September,  at  the  of-    <i^«^*Ji.*-«i 
fice  of  Winslow,  Lanier  &  Co.,  New 
York $20,000  00 

To  20  Miami  County  Bonds,  for  $1,000 
each,  dated  September  1,  1861,  due 
September  1,  1861,  at  10  per  cent.  ;  ..-.^,  ;.  ;-qf 
interest  payable  annually,  on  the  Ist 
day  of  September  at  the  office  of 
Winslow  Lanier  &.  Co.,  of  New  York   20,000  00 

To  10  Howard  county  bouds,   for  $1,- 
000  each,  dated  September  1,  1851,     ,,,,,;.>- 

due   September   1st   1861,   at   10  per    »." vi;.jj^* 
cent,  interest  payable  annually,   on     ^iji^Ki 
the  1st  day  of  September,  at  the  of- 
fice of  Winslow,  Lanier  &  Co.,  New 
York 10,000  00 

Estimated  floating  debt 150,000  00 

Estimated    amount  due  contractors...    25,000  00 


T^tal $837,000  00 

This  branch  of  the  road  has  personal  assets  pro- 
bably of  the  value  of  $75,000,  and  ^available  real 
estate,  estimated  at  near  $400,000.  'u  K-^t* 

MK    THE  CONSOLIDATED  COMPANY. 

The  ascertained  indebtedness  of  the  consolidated 
company  is  nearly  as  follows  : 

Miscellaneous  debts $12,163  77 

Purchase  of  steamers  White  and  Adams  66,000  00 
Expenses  of       do.         do.  do.        10,000  00 

Assumed  for  Peru  Company,  over  and 

above  its  estimated  debt,  say 20,000  00 


Total $98,168  77 

RECAPrrULATION. 

Total  debt  of  Madison  road $1,689,880  97 

Same  of  Peru  road 837,000  00 

Same  of  M.  I.  and  P.  road 98,153  77 


r. 


Total .\  i .  V . ;  $2,525,034  74 

Of  which  amount  is  funded  the  sum 

of $1,712,116  00 

Debt  to  State 354,000  00 


Total $2,066,116  00 

Leaving  a  floating  debt  of  $458,918  74  charge- 
able as  follows  : 

Upon  Madison  road  proper $62,946  00 

Upon  Peru  road 175,000  00 

Upon  consolidated  road 98,163  77 

For  Columbus  and  Shelby  road 122,818  97 


Total $458,918  74 

No  portion  of  the  debt  to  the  State  has  yet  been 
paid,  butjt  is  confidently  believed  that  an  equit- 
able adjustment  of  it  can  be  made  at  the  ensuing 
session  of  the  Legislature.  The  Executive  officers 
of  the  State  have  taken  a  proper  view  of  the  mat- 
ter, and  extended  everj  indulgence,  consistent 
with  a  proper  discharge  of  their  duty,  and  with 
the  interest  of  the  State. 

NEW  TERMINUS  AT  MADI80K. 

The  total  expenditures  on  this  work  to  the  1st 

of  January,  1854,  amounted  to $293,331  26 

Payments  since  made 3,322  26 

Estimated  amount  still  due 5,000  00 


Total $301,633  53 


•  ;v  /^-  vv 
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Whatever  may  have  been  the  wisdom  or  the 
policy  of  this  undertakipg,  it  is  now  evident  th%t 
the  interests  of  the  road  require  its  indefinite  sus- 
pension. A  small  amount  may  be  saved  from  the 
materials  furnished  for  this  work.  ., ,. 

COLUMBUS  AND  SHELBY  ROAD.  ■■'■-■ 

This  road,  23  miles  in  length,  extending  from 
Columbus  to  Shelby  ville,  was  commenced  in  June, 
and  completed  in  December,  1863.  It  was  con- 
structed with  the  means  and  credit  of  the  Madison 
and  Indianapolis  road,  with  the  exception  ofasub- 
Bcription  of  S'50,000,  made  by  the  city  of  Madison, 
and  paid  in  6  per  cent,  bonds  of  the  city  at  par. — 
The  cost  of  the  road  has  been  in  round  numbers 
about  S400,000.  of  which  about  $122,818  97  re- 
main unpaid.  To  enable  this  company  to  control 
the  operations  of  the  C.  and  S.  road  absolutely,  an 
arrangement  was  made  with  the  city  of  Mailison 
for  the  purchase  of  the  city  stock  in  said  road, 
with  a  like  amount  of  the  income  bonds,  bearing 
6  per  cent,  interest. 

The  business  of  this  branch  has  disappointed 
the  expectation  of  its  projectors,  the  daily  cost  of 
operating  it  actually  exceeding  its  receipts.  It  is 
even  questionable  whether  the  branch  does  not 
abstract  more  business  from  than  it  conveys  to 
the  main  line.  Unless  some  favorable  change  in 
the  business  of  the  road,  not  now  anticipated, 
should  occur,  it  will  probably  be  the  policy  of 
this  company,  to  tak(>  up  the  material,  and  re- 
place with  the  same  the  fiat-bar  now  used  be- 
tween Indianapolis  and  Noblesville,  or  such  por- 
tions of  the  Madison  road  as  require  new  metal. 
This  can  be  accomplished  at  a  moderate  czpecse, 
and  enable  the  company  to  realize  thereby  about 
$200,000  from  the  material. 

LINE  or  STEAMERS.         '"       ■  ■  ^         » 

At  the  January  session  of  the  Board,  the  want 
of  a  direct  river  connection  with  the  road,  running 
to  and  from  its  trains,  having  been  fully  consid- 
ered, it  was  determined  to  purchase  five-eights,  or 
the  controlling  interest  in  the  steamers  David 
White  and  Alvin  Adams.  This  was  accordingly 
done  for  the  sum  of  S78,125,  of  which  S22,100 
was  paid  in  the  income  bonds  of  the  company  at 
85  per  cent.,  and  the  paper  of  the  company  exe- 
cuted for  the  balance,  due  in  four  half  yearly 
payments.  These  boats  constituted  the  lightning 
line,  and  plied  daily  between  Cincinnati  and 
Louisville,  until  about  the  1st  of  July,  and  un- 
doubtedly added  much  to  the  business  and  re- 
ceipts of  the  road.  They  were,  however,  run  at  a 
considerable  loss,  and  have  consequently  been  per- 
manently withdrawn,  and  an  arrangement  made 
with  the  U.  S.  Mail  Line  for  a  running  connection 
with  the  road.  The  investment  proved  from  var- 
ious unforeseen  causes  an  unfortunate  one,  and 
was  abandoned  as  soon  as  circumstances  would 
warreut.  The  boats  are  held  in  market,  and  will 
be  sold  with  as  little  loss  to  the  company  as  possi 
ble. 

The  running  arrangements  with  the  Jefferson 
ville  and  Martinsville  roads,  are  continued,  and 
prove  quite  as  satisfactory  as  was  anticipated. 

A  connection  has  also  recently  been  opened 
with  Cincinnati  via  the  Ohio  and  Mississippi 
Road,  at  North  Vernon,  25  miles  north  of  Madi- 
son, which  promises  to  be  of  great  value  to  the 
respective  roads. 

New  connections  will  also  within  the  year  en- 
suing be  opened  with  the  city  of  Louisville,  by  the 
road  constructing  from  North  Vernon  to  Jefferson- 
ville,  and  at  the  north  with  Logansport  from  Ko- 
komo  with  Chicago,  via  Peru  and  Laporte,  and 
with  TolecTO  via  the  Wabash  Valley  Road. 

PROSPECTIVE  BUSINESS,  REPAIRS,  dcC. 

The  prospective  business  of  the  road  is  subject 
to  so  many  contingencies  as  to  render  it  extremely 
dificult  to  form  an  accurate  estimate.  Through- 
out the  line,  however,  it  has  its  peculiar  local 
business,  which  no  competition  can  interfere  with, 
and  which  must  gradually  and  certainly  increase 
with  the  growth  and  improvement  of  the  country. 
The  stone  and  lime  at  the  South,  and  the  lumber 
at  the  North  are  comparatively  inexhaustiblej  and 
will  furnish  a  constant  and  reliable  business, 
while  with  the  improvement  of  the  country,  the 


agricultural  products  seeking  an  outlet  over  the 
road,  will  add  ytar  by  year  to  its  receipts.  The 
travel  on  ♦he  Northern  portion  of  the  road  is  in- 
creasing rapidly,  and  the  Southern  part  will  al- 
ways compete  successfully  for  its  portion  of  the 
river  traflSc,  and  the  through  transportation  to  and 
from  Cincinnati  and  Louisville. 

The  July  dividend  was  passed,  the  earnings 
having  been  expended  as  heretofore  stated ;  and 
this  policy  will  be  steadily  adhered  to  as  long  as 
there  are  repairs  to  make,  or  debts  to  liquidate. 
It  will  be  impossible  to  anticipate  when  dividends 
will  be  paid  to  the stockh  Iders,  if  the  road  is  left 
to  its  own  earnings  to  extricate  itself  from  debt 
— certainly  not  within  the  year  to  come. 

The  repairs  needed  on  the  Madison  end  of  the 
road,  consist  in  the  relaying  of  several  miles  of 
track,  with  the  iron  now  on  hand,  relaying  the 
plane  and  re-constructing  the  bridge  at  Madison, 
and  re-building  several  smaller  bridges,  at  a  total 
expense  of  perhaps  S60,000. 

On  the  Peru  road,  from  defect  of  plan  and 
workmanship  nearly  all  the  bridges,  except  the 
Wabash,  will  require  re-building,  at  an  expendi- 
ture probably  of  $25,000.  The  company  holds 
the  contractors  responsible  for  these  defects,  but 
may  or  may  not  recover  the  amount.  Ten  miles 
of  the  road  require  ballasting,  at  an  expe&se  say 
of  S8,000.  The  22  miles  of  flat  bar  between  Indi- 
anapolis and  Noblesville,  are  becoming  unsafe, 
and  insufficient  for  the  business  of  the  road,  and 
will  require  to  be  relaid  with  T  rail  at  as  early  a 
day  as  practicable,  at  an  expense  of  about  $200,- 
000;  depot  buildings  at  Noblesville,  Tipton,  Ko- 
komo,  MiamitowD,  and  Peru,  say  $8,000  making 
a  total  of  repairs  required  on  the  Peru  road  of 
$241,000.  Some  of  these  expenditures  may  for  a 
while  be  delayed,  but  all  are  needed.  Should  the 
iron  for  this  relaying  be  taken  from  the  Columbus 
and  Shelby  road,  it  will  enable  the  work  to  be 
done  without  incurring  additional  liabilities.  But 
this,  of  course,  wi:l  not  be  attempted  until  the 
question  of  consolidation  is  settled. 

The  consolidation  of  the  two  companies  has 
given  dissatisfaction  to  a  portion  of  the  stockhol- 
ders of  the  Peru  and  Indianapolis  Railroad, 
and  legal  proceedings  have  been  instituted  at 
their  instance  for  the  purpose  of  testing  its  va- 
lidity. A  decision  may  be  expected  during  the 
present  year. 

The  report  has  the  merit  of  entire  frankness,  if 
it  does  not  present  the  affairs  of  the  company  in 
such  favorable  a  light  as  might  be  desired.  While 
the  Madison  and  Indianapolis  was  the  sole  line  of 
Railroad  from  Indianapolis  to  the  Ohio,  it  had  an 
immense  business  and  was  a  very  profitable  work. 
The  opening  of  other  lines  has  thrown  it  upon  the 
resources  of  its  route.  The  receipts  from  this 
source  are  very  satisfactory,  and  we  have  no  doubt 
may  be  steadily  increased.  With  economy  and 
good  management  which  it  is  undoubtedly  receiv- 
ing the  road  may  yet  be  made  to  yield  a  moderate 
income.  The  Peru  Division  has  been  too  recently 
opened  to  allow  its  past  receipts  to  be  taken  as 
any  criterion  for  the  future.  We  believe  it  to  be 
a  good  line  for  business. 

K«okiikt  Bit.  Pleasant  and  Maseatlne  Rall> 
roaU  of  lovra. 

The  citizens  of  the  counties  of  Lee,  Henry, 
Louisa,  and  Muscatine  are  organizing  a  company 
to  build  a  railroad  from  Keokuk  through  M.  Plea- 
sant to  Muscatine. 

The  subject  of  the  construction  of  this  road,  baa 
for  soma  time  past,  occupied  attention.  Com- 
mencing at  Keokuk,  below  the  rapids  in  the  Mis- 
sissippi where  the  river  is  generally  free  from  ice, 
while  obstructed  above,  it  will  afford  the  people 
of  this  part  of  Iowa  almost  uninterrupted  access  to 
Southern  markets  during  the  whole  year,  while  its 
Northern  terminus  will  at  the  same  time  afford  an 
outlet  to  trade  North,  by  thoroughfares  already  in 


operation  to  the  eastern  cities.  It  will  thus  fur- 
nish a  choice  of  markets,  East  and  South,  to  the 
people  of  four  of  the  oldest,  moet  wealthy,  and 
most  populous  counties  in  the  State,  through  the 
heart  of  which  it  will  be  located.  It  will  also  cross 
at  right  angles  all  the  railroads  now  in  process  of 
constrction,  or  in  completion,  across  the  southern 
part  part  of  the  State — the  Fort  Madison  and  Mis- 
souri, the  Burlington  and  Missouri,  the  Air  Line, 
the  Muscatine  and  Missouri  roads — thus  extending 
the  same  advantage  to  the  iubabitauts  of  the  Val- 
lies  of  the  Iowa  and  Cedar,  the  Skunk  and  Des- 
moines  rivers,  and  the  immense  country  watered 
by  their  innumerable  tributaries.  It  will  have  the 
rare  advantage  of  being  the  only  road  of  the  kind 
in  Iowa.  It  thus  becomes  the  most  important  link 
in  one  of  the  most  important  unoccupied  lines  of 
railroad  in  the  country  ,-  and  this  importance  will 
be  augmented  as  this  line  is  extended  through  the 
northern  counties  of  Iowa,  and  ultimately  through 
the  entire  length,  from  north  to  south,  of  Minneso- 
ta, tapping  all  the  roads  running  ea»t  and  west, 
that  are  destined  U>  traverse  these  two  States,  giv- 
ing the  future  millions  of  their  inhabitants,  a  mar- 
ket south  as  well  as  north  and  east. 

It  Is  expected  that  some  40  miles  of  the  Keokuk 
and  Fort  Des  Moines  Railroad,  will  be  completed 
this  fall.  If  this  should  be  the  case,  it  will  not 
leave  more  than  50  miles  to  build. — ML  PUasaitt 
{Iowa)  Observer.  [ 

North   Hiakoarl  Rrilroad. 

The  St.  Louis  Intelligencer  gives  the  following 
statement  of  the  objects  and  resources  of  this  im- 
portant work. 

The  North  Missouri  Railroad,  starting  in  the 
city  of  St.  Louis,  is  intended,  running  North,  to 
pass  through  Iowa,  and  ultimately  to  connect  the 
city  of  St.  Louis  with  tuat  of  St,  Paul,  or  whatev- 
er town  further  north  may  spring  into  importance 
iu  the  course  of  time,  and  the  spread  of  emigra- 
tion. What  immediately  concerns  us,  is  to  carry 
the  road  to  the  Iowa  line,  or  first,  to  the  line  of 
the  Hannibal  and  St.  Joseph  Railroad  which  will 
intersect  the  northern  portion  of  our  State  from 
East  to  WesL 

To  prosecute  this  work,  the  State  of  Missouri 
grants  to  the  North  Missouri  Railroad  Company 
two  millions  of  her  credit,  in  the  following  way — 
She  gives  her  twenty  years'  bonds  to  the  Compa- 
ny, bearing  six  per  cent,  interest,  on  these  condi- 
tions :  When  the  company  has  expended  fifty 
thousand  dollars  of  its  own  means  and  has  certifi- 
ed to  the  fact  of  this  expenditure  by  the  sworn  de- 
positions of  at  least  two  of  the  Directors,  then  the 
State  issues  to  the  company  fifty  thousand  dollars 
of  her  bonds,  to  secure  the  payment  of  which,  a 
lien  is  retained  by  the  State  on  the  tckoU  property 
of  the  road,  including  road  bed,  cars,  and  fixtures 
or  moveables  of  every  sort  belonging  to  the  road, 
whether  acquired  by  money  or  realized  from  the 
sale  of  State  bonds  or  from  the  individual  means 
of  the  company.  Then,  when  the  Company  actu- 
ally expends  the  fifty  thousand  dollars  got  of  the 
State,  in  the  further  prosecution  of  this  work  on 
the  railroad,  and  spends  fifty  thousand  dollars 
more  of  its  own  means  in  the  same  way,  it  gets 
fifty  thousand  dollars  more  State  credit  on  the 
same  terms,  as  long  as  the  company  has  means 
to  furnish  her  with  another  like  amount  in  her 
bonds. 

The  means  at  the  command  of  the  company  are 
such  as  give  it  a  reasonable  expectation,  indeed  a 
moral  certainty,  of  exhausting  in  this  way  the  pro- 
mised credit  of  the  State.  The  company  has  one 
million  dollars  in  city  and  county  sub8criplion.o, 
five  thousand  in  each,  payable  in  bonds  which  the 
contractors  take  at  par,  and  which  are,  therefore, 
as  good  as  cash ;  more  than  one  hundred  thousand 
of  individual  subscriptions  la  St.  Louis  county, 
also  as  good  as  cash;  three  hundred  thousand  sub- 
scribed by  contractors ;  one  hundred  thousand 
subscribed  by  St.  Charles  county  ;  fifty  thousand 
by  Warren  county,  besides  other  subscriptions 
which  will  make  the  means  of  the  company  one 
million  seven  hundred  thousand  dollars ;  the  re- 
maining three  hundred   thousand  it  is  believed 
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it  will  not  be  difficult  to  raise  by  subscription 
amoQSt  those  to  whom  the  road  will  be  an  imme- 
diate and  incalculable  benefit,  and  thus  the  two 
millions,  required  to  entitle  the  company  to  the 
whole  of  the  State  credit  will  be  made  up. 

The  estimated  cost  of  the  roa'  from  St.  Louis 
to  the  Hanibal  and  St.  Joseph  Railroad  is  seven 
million  dollars  including  every  cost  for  loeomo- 
tives,  road  bed,  and  every  thing  needed  to  make 
the  road  complete.  It  is  evident  then,  that  further 
help  will  be  needed  from  the  State  and  from  other 
sources.  One  million  more  of  State  credit,  and 
one  million  five  hundred  thousand  more  of  sub- 
scriptions., would,  it  is  supposed,  so  far  complete 
the  road  to  the  Iowa  State  line,  as  to  enable  the 
company  to  raise  the  means  without  trouble  on 
the  company's  bonds  to  do  the  balance  of  the 
work. 

The  road  is  under  contract  to  be  completed 
from  here  to  St.  Charles  by  17th  May  1855,  and  in 
two  and  a  half  years,  from  17th  of  last  May,  to  the 
Hannibal  and  St.  Joseph  line  of  railroad.  There 
are  now  over  300  men  at  work  on  the  road  from 
St.  Louis  to  St,  Charles,  and  in  three  weeks  the 
contractors  will  be  at  work  with  a  large  force  on 
the  first  lorty  miles  beyond  St  Charles,  and  it  is 
expected  the  last  work  will  be  ready  nearly  as 
soon  as  that  between  St  Louis  and  St.  Charles. 


American   Rallwrayia 

-  ..       ■      •  The  Schuyler  Disclosures. 

A  Mr.  Schuyler,  the  ruling  genius  of  several 
important  American  railways,  an  American  rail- 
way king,  has  lately  been  discovered,  according 
to  the  accounts  in  the  American  papers,  to  have 
over-issued  th:>.  stock  and  loans  of  one  of  his  com- 
,  panies — the  Now  Haven — to  the  tune  of  abont 
three  millions  of  dollars,  rendering  the  capital  of 
~  that  company  8i  millions  of  dollars  instead  of  6i  ; 
and  the  "  American  Railroad  Journal"  maintains 
that  the  sum  of  6i  millions  of  dollars  is  doable  as 
much  as  the  railway  ought  to  have  cost. 

Mr.  Schuyler  app  ars  to  have  bagged  out  ©nly 
8  millions  of  dollars,  but  part  of  the  profits  ari- 
sing from  contracts  to  construct  the  line. 

The  scale,  therefore,  on  which  Mr.  Schuyler  has 
operated  for  his  own  benefit,  and  to  the  ruin  of 
the  Shareholders  who  trusted  him,  is  gigantic. — 
We  have  seen  nothing  in  the  whole  railway  world 
before  like  it. 

Mr.  Schuyler  is  more  than  railway  king ;  he 
should  be  dignified  with  a  title  not  less  than  em- 
peror. 

Of  course  he  is  to  high  for  the  law  to  reach. 

He  is  said  to  have  quite  ruined  the  New  Haven 
line — a  line  which,  from  its  revenue  and  what  it 
ought  to  have  cost  in  constructing,  should  have 
been  a  One  property.  The  fate  of  his  other  lines 
we  believe  is  not  yet  known. 

Like  most  men  who  have  succeeded  in  grasping 
an  enormous  fortune  for  themselves  by  ruining 
others,  Mr.  Schuyler  was  "  President,"  inyested 
with  absolute  power,  enjoying  the  implicit  confi- 
dence of  his  Shareholders,  having  a  reputation  for 
great  ability — which  he  undoubtedly  possessed — 
as  well  as  for  integrity  more  than  ordinarily 
firm. 

The  American  is  another  and  striking  instance 
of  the  folly  of  treating  a  mortal  as  more  than 
mortal.  Wc  do  not  mean  that  any  and  every  man 
placed  in  a  position  of  great  temptation  would  be 
unable  to  withstand  it;  b\it  that  as  the  motives  of 
men  are  unknown,  and  as  age,  appearance,  repu- 
tation, and  conduct,  are  no  safeguards  againts  im- 
posture, blind  and  ulimited  confidence  in  any  man 
is  a  dangerous  folly.  In  nine  cases  out  of  ten 
there  may  be  lo  betrayal  of  it ;  but  in  the  tenth 
'  and  exceptional  case  a  frightftilly  great  mistake 
'"  might  be  made. 

If  it  be  desirable  to  place  all  power  in  the  hands 

•  of  one  man  managing  the  property  of  others,  let 
.   there  be  good  checks  on  his  conduct.     Let  his  ac- 
counts be  promptly,  fuUv,  and  clearly  rendered ; 
and  let  there  be  others  in  a  position  to  gain  as 

'  much  knowledge  as  he  can,  associated  with  him, 

•  to  inspect  and  control  his  proceedings. 

The  crash  on  the  New  York  market  in  the  price 


of  American  railway  property  which  the  discovery 
of  Mr.  Schuyler's  proceedings  has  produced  is 
described  to  be  awful.  In  New  York  there  is 
now  no  confidence  in  the  value  of  railway  proper- 
ty.      ' 

The  above  is  from  Herpath's  Journal,  the  lead- 
ing English  Railway  publication.  It  is  mainly 
correct,  though  the  amount  of  the  defaulcations  is 
somewhat  exaggerated,  it  being  only  about 
S2,000,000.  After  this  test  of  their  quality,  wo 
think,  as  Republicans,  we  have  seen  the  last  of 
"  Railway  Kings."  The  whole  tribe  will  hereaf- 
ter be  dethroned  by  general  consent.  The  expe- 
rience we  have  had  is  a  bitter  pill,  but  per- 
haps the  only  remedy  that  could  be  administered 
with  efiect. 

Wo  are  happy  in  being  able  to  state  that  confi- 
dence in  Railroad  property  so  severely  shaken 
by  Mr.  Schuyler's  frauds,  is  steadily  recovering 
its  tone.  A  ystem  is  not  to  be  judged  by  a  single 
fact,  nor  can  the  <icts  of  one  individual  exert  any 
lasting  influence  upon  the  value  and  reputation  of 
so  vast  an  interest  as  arc  our  Railroads. 


Journal  of  Railroad  Laiv*  .. 

RAILROAD    APPRAfSEMKNTS. 

The  case  of  Hill  vs.  Aldrich,  decided  in  the 
Court  of  Appeals  and  just  reported  on  thu  3d  inst. 
by  Selden,  shows  how  judiciously  our  Courts  are 
disposed  to  enforce  the  enactment  which  was  de- 
signed to  prevent  railroad  companies  in  taking 
land  for  the  purpose  of  construction  from  improv- 
ing people  out  of  theit  property,  and  which  is  en, 
pressed  in  the  following  terms. 

"  The  appraisers  shall  assess  the  value  of  the 
land  so  proposed  to  be  taken,  and  the  damages 
the  owners  thereof  may  sustain  by  taking  their 
lands,  by  injury  to  building,  and  on  the  con:>truc- 
tion  of  such  road,  without  any  deduction  on  ac- 
count of  any  net  or  supposed  benefit  which  such 
owner  may  derive  from  the  construction  of  such 
roads." 

The    award    of  the   appraisers    in  the  case 
above  mentioned  secured  to  the  Land  owners  the 
sum  of  $1,800  as  the  value  of  their  land  and  also 
contained  the  following  statement. 

"  This  award  is  based  on  the  supposition  and  is 
made  on  the  condition  and  with  the  understanding 
that  Hill  and  Aldrich,  the  owners  are  to  be  liberty 
at  any  time  to  lay  out  and  open  a  street  on  the 
north  side  of  their  lot  across  said  road,  and  to  re- 
move any  fences  or  obstruction  to  said  street,  and 
also  to  drain  under  such  road,  provided  that  the 
grade  of  said  railroad  id  not  affected  thereby,  the 
running  or  operation  of  said  road  interfered  with 
or  impeded  in  any  way." 

Did  this  award  conform  to  the  rcqusitions  of 
Law,  or  did  it  not  1 

The  Supreme  Conrt  with  the  dissent  of  Judge 
P.  Whittlesey  vacated  the  award,      '■^^'■■•^i   i 

It  was  urged  upon  the  one  hand  that  the  amotmt 
of  damages  arising  from  the  taking  of  land  by 
Railroad  companies  may  depend  in  a  great  degree 
on  the  manner  in  which  the  road  is  to  be  constuc- 
t«d,  and  upon  the  extent  to  which  it  deprives  the 
owner  of  the  advantageous  use  and  enjoyment  of 
his  adjacent  lands.  The  appraisers  cannot  adjust 
the  amount  of  compensation  to  the  extent  of  the 
ii\jury,  without  fir^t  knowing  the  plan  on  which 
the  road  is  to  be  made,  and  the  rights  and  privileg- 
es which  are  to  be  reserved  to  the  owner  to  entitle 
him  to  continue  in  the  beneficial  enjoyment  of  his 


adjoining  property.  The  assessment  of  damages 
in  this  case  may  have  been  made  without  any  de- 
duction on  account  of  real  or  supposed  benefits 
which  the  land  owners  might  derive  from  the  con- 
struction of  the  road,  although  the  award  conced- 
ed the  privilege  of  laying  out  a  street.  Land-own- 
ers have  no  right  to  oppose  that  mode  of  construc- 
ting the  road  as  will  do  them  the  least  harm. 

As  to  the  objection  that  the  Railroad  corapauy 
cannot  compel  the  land  owner  to  accept  the  bene- 
fit of  the  privileges  thus  proffered,  it  is  equally 
true  that  if  they  built  an  arched  way  under  the 
road,  he  might  or  might  not  avail  himself  of  it, 
and  yet  his  claim  to  damage  would  bo  thereby  di- 
minished. In  effect  the  plaintiff  claims  damages 
for  injuries  not  sustained,  and  the  defendants  by 
their  stipulations  forbear  to  do  any  unnecessary 
damage  as  they  had  a  right  to  do. 

But  to  this  it  was  replied  that  the-  appraisers 
transcended  their  powers  in  attempting  to  reserve 
privileges  to  the  owner  by  way  of  easement  in  the 
land  they  were  about  to  appraise.  It  is  true  that 
the  appraisers  certificate  does  not  show  that  they 
made  any  deductions  from  the  plaintiff's  damages 
on  Account  o{  benefits,  yet  they  may  have  mads 
deductions  on  account  of  easements  reserved  to 
him.  The  advantage  attempted  to  be  conferred 
i\pon  the  plaintiflfh  in  the  case  was  not  incidental 
to  the  plan  of  constructing  the  road,  but  entirely 
collateral  to  it.  It  was  a  right  to  open  the  street 
and  to  drain  under  the  road.  Rights  which  the 
owners  must  render  available,  but  which  they  are 
at  liberty  to  exercise  or  not  at  their  pleasure. 

The  decision  of  the  Supreme  Court  annulling 
the  appraisement  conformed.  •.;»'■«•!*. 

Railway  Aecounts« 

Below  we  give  a  copy  of  a  letter  from  a  gen- 
tleman in  London,  in  influencial  position,  and  large- 
ly interested  in  American  securities.  The  com- 
pany complained  of  has  one  of  the  leading  roads 
in  the  country,  and  the  parties  in  its  managenent 
ought  to  be  of  the  highest  respectability  :  yet  we 
do  not  well  see  how  they  can  escape  the  suspicion 
of  having  been  party  to  some  improvidence  or 
mismanagement  which  they  are  unwilling  to  have 
exposed.  rr^iJi'^-,  /yp3t  ,  v 

The  complaint  as  to  the  nosattsfactory  maimer 
in  which  our  companies  state  their  affairs  will  ap- 
ply to  a  great  many  others,  than  the  one  referred 

London,  August  4th,  1854. 
Dear  Sir: — "  I  must  say  that  the  loose  way  of 
doing  business  on  your  side  of  the  water,  disclos- 
ed by  the  Schuyler  affair  and  others,  must  have 
its  effect  on  every  mind.  More  than  a  year  ago  I 
pointed  out  to  you  the  very  meagre  and  unsatis- 
factory way  in  which  Railway  accounts  are  uni- 
versally made  up  in  the  United  States.  Compa- 
nies seem  to  adopt  the  principle  of  giving  as  little 
information  as  possible  ;  and  a^long  as  your  pro- 
prietors are  content  to  let  such  accounts  pass  with- 
out observation  and  enquiry,  you  will  have  to 
blame  yourselves  if  anything  goes  wrong.  Every 
account  ought  to  explain  itself;  but  as  your  people 
state  them,  they  may  cover  any  sort  of  jobbing. — 

Take  for  instance  the  last  report  of  the 

which  I  received  from  you  this  week.     The 

capital  stock  appears  to  have  increased  within  a 
year  about  SI, 460,000.  The  only  explanation  of 
this,  and  of  its  appropriation,  is  a  few  words  in  the 
Treasurer's  report,  (page  7)  on  which  he  states 
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tbat  "  the  increase  has  grown  out  of  a  sale  of  Sl,- 
202,500  stock.'  How,  and  by  what  authority  was 
it  created  1  How  was  it  sold,  and  at  what  price? 
He  states  that  of  that  sum,  $728,000  have  been  ap- 
propriated in  payment  to  construction  account 
No.  2,  but  not  a  word  is  said  in  explanation  of 
how  this  sum  was  spent,  or  for  what  purpose.  The 
road^bas  been  opened  throughout  for  several  years, 
and  in  one  year  there  is  the  above  large  addition 
to  the  expenditure  in  "construction  account,"  and 
not  an  iUn  of  information  given  of  the  why  or  the 
wherefore.  It  may  be  all  right,  or  it  may  be  all 
wrong— but  it  appears  as  if  care  were  specially 
taken  that  the  facts  should  not  be  given  to  enable 
the  public  to  judge.  All  honest  men  are  pressing 
for  an  alteration  of  this  unsatisfactory  state  of 
things,  and  I  should  be  glad  to  hear  that  yourself, 
and  all  others  interested  would  take  up  the  sub- 
ject and  bring  about  a  change.  I  wish  you  would 
talk  to  Mr.  R,H.  Winslow  about  it.  Nothing  would 
serve  so  much  as  to  establish  American  credit  in 
Europe  as  a  reasonable  certainty  that  Railway  ac- 
counts may  be  confidently  relied  on.  Tlierc  is  no 
reasonable  certainty  ;  there  is  in  fact  no  evidence 
that  the  accounts  are  ever  examined  before  they 
are  published:  except  by  the  Treasurer — no  audi- 
tors signature,  and  nothing  whatever  to  give  as- 
surance that  all  is  right.  It  is  not  creditable  to 
the  business  men  of  New  York  that  they  quietly 
submit  to  such  a  stato  of  things.  They  ought  to 
rebel  as  people  here  have  done,  and  insist  spon 
having  full  and  intelligible  accounts  audited  by 
known  and  respectable  men,  appointed  by  the  pro- 
prietors who  shall  attach  their  signature  to  the  ac- 
counts with  every  affiliation  of  their  correct- 
ness. 


The  eariiiugs  of  the  road  for  a  series  of  years 
have  been  as  follows  :  :    "  * 

January,  1849,  to  October  1st,  1849..  .$63,756  91 
October  Ist,  1849,  •'  1st,  I860..  .116,264  89 
1850,  "  1st,  1861...  165,616  76 
1861,        "      1st,  1862.  ..177,588  09 


1862, 
1863, 


Ist,  1863.. 
1st,  1854.. 


169,289  26 
180,586  94 


Saratoga  aud  Waslkingtoii   Railroad. 

The  total  length  of  the  road  between  Saratoga 

Springs  and  Lake  Champlain, 

the  length  of  the  main  line  is. .  40  91-100  miles. 
Between  its  southern  connection 

at  Whitehall  with  the  main  line, 

and  the  State  line  of  Vermont, 

the  Rutland  branch  is 6  82- 100     " 

Aggregate  length  of  turnouts  is 

about 4  " 


Total  length  of  track 51  73-100     " 

The  capital  account  of  the  company  is  as  fol- 
lows : 

8,998  shares  of  stock S899,8U0  00 

250    1st  mortgage   bonds,   due    1st 

March,  1868 250,000  00 

250  2d  mortgage  bonds,  due    1st 

Jan'y,  1855 250,000  00 

100  only  mortgage  on  branch,  1st 

Sept.,  1866 100,000  00 

340  bonds  not  secured  by  mort.,  1st 

Jan.,  1862 • 340,000  00 


Shipment  of  Gold  from  California* 

The  following  table  exhibits  the  total  amount 
of  gold  shipped  from  San  Francisco  from  the  first 
of  January,  1854,  to  the  16th  of  August,  inclos- 
ive: 

Total  amount  shipped  the  first  quarter  of  the 
present  year,  ending  March  16, 

inclusive $10,679,170  28 

Total  from  April  1  to  June  16,  in- 
clusive      14,248,026  12 

Excess  of  second  quarter  over  the 

first  of  the  present  year 3,568,864  89 

Total  from  July  1  to  August  16. . .     8,189,040  97 
Total  from  Jan.  1,  1854,  to  August 

16,  inclusive 33,116,236  82 

From  the  above  table  it  will  be  seen  that  the 
shipments  of  treasure  during  the  present  year  are 
nearly  equal  to  the  aggregate  of  the  shipments  in 
1853,  which  was  $34,492,000.  The  shipments  to 
China,  Sandwich  Islands,  etc.,  which  amount  to  a 
pretty  considerable  sum  annually,  are  not  included 
in  the  above. 

ANNUAL,  SHIPMENTS. 

Total  in  1861 $34,492,000  00 

Total  in  1852 43,799,000  00 

Total  in  1853 64,905,000  00 

First  seven  and  a  half  months  of 

1854 33,096,236  32 


Total  in  3  years  aud  7i  months$168,272,236  32 


the 


United 


SockcapiUl $899,800  00 

Bond      "       940,000  00 


v.'A  *  '■•--  $1,839,800  00 

In  addition  to  the  above,  the  company  have  a 
lease  of  the  Rutland  and  Whitehall  Railroad,  in 
Vermont,  extending  from  the  State  line  to  Castle- 
ten,  being  6  85-100  miles,  for  which  they  pay 
quarterly  interest,  at  the  rate  of  7  per  cent,  on 
$256,700,  which  is  virtually  an  increase  of  capital 
to  that  amount. 

In  addition  to  the  cost  of  the  road  the  company 
have  a  floating  debt  of  178,610,  to  meet  which 
the  company  have  Becorities  to  the  amount  of 
$5,978. 


Productiveness  of  Railroads  in 
States. 

There  aro  no  enterprizes  in  which  moniey  call 
be  invested  with  so  much  safety  and  with  such 
certainty  of  income,  as  in  economically  built  and 
well  managed  railroads  in  the  United  States.  The 
rationale  of  this  proposition  may  be  stated  as  fol- 
lows. The  markets  of  the  country  are  either  upon 
the  seaboard  or  in  Europe ;  consequently  the 
whole,  or  nearly  the  whole  surplus  production  of 
the  country  is  moved  to  the  sea  coast.  In  the  in- 
terior by  far  the  greater  portion  of  the  population 
iQ  employed  in  agriculture  ;  so  that  all  articles  of 
consumption  not  produced  on  the  farm,  or  plan- 
tation, are  imported.  As  the  outward  and  inward 
movements  correspond,  either  in  quanltty  or  value, 
it  follows  that  the  freight  carried  by  our  railroads 
is  equal  to  nearly  tu;icc  tlie  surplus  produced.  The 
distance  over  which  merchandize  and  produce  is 
transported  in  this  country  too,  is  much  greater 
than  in  any  other.  Rock  Island  for  instance,  on 
the  Mississippi  Riv.cr,  maintains  a  constant  com- 
munication with  New  York.  All  the  produce  of 
the  surrounding  country  comes  to  this  market, 
which  in  turn  supplies  the  farmer  with  whatever 
articles  of  use  the  farm  does  not  produce.  The 
distance  by  railroad,  between  the  places  named, 
is  1160  miles,  and  the  business  between  them, 
pays  transportation  on  such  an  extent  of  railroad. 
Again,  to  come  nearer  home,  the  average  distance 
over  which  the  freight  of  the  Erie  Railroad  is 
carried  is  equal  to  300  miles.  From  these  facts 
it  will  be  seen  that  the  business  of  the  country 
presents  tico  conditions  most  favorable  to  the  suc- 
cess; a  very  large  business,  and  great  distance 
over  which  it  has  to  be  transported. 

There  is  no  other  country  possessing  the  pecu- 
larities  described  In  the  same  degree.    Id  otber 


States  the  various  interests  exist  in  greater  har- 
mony. Time  has  allowed  the  development  of 
agriculture,  manufactures  and  commerce,  in  pro- 
per harmony.  In  such  States  it  is  easy  to  see  that 
the  productions  of  a  particular  district  may  be 
distributed  to  the  consumer  without  the  interven- 
tion of  a  railroad,  although  tlie  aggrrgato  of  such 
may  far  exceed  those  of  an  equal  area  in  the 
United  States. 

There  is  no  other  country  in  which  the  same 
amount  of  labor  produces  so  much  bulk  for  trans- 
porration.  If  a  railroad  traverses  a  forest,  the 
carriage  of  lumber  cufoff  for  the  purpoM;  of  clear- 
ing the  soil  is  a  very  profitable  source  of  income 
If  on  the  other  hands  the  road  traverse  prairies, 
as  in  Illinois  and  Wisconsin,  the  transportation  of 
lumber,  to  bupply  the  lack  of  a  natural  growth,  U 
an  equally  lucrative  source  of  revenno.  Through- 
out the  greater  portion  of  the  country,  the  richnesi 
of  the  virgin  soil  will  allow  the  culture  of  the 
same  crop  for  years,  without  dressing  or  rotation, 
leaving  the  undivided  attention  of  the  agricultu- 
ralist devoted  U>  production  only.  In  parts  of  the 
country  adapted  to  Indian  corn,  a  man  entirely 
unassisted,  may  raise  many  thousand  bushels  of 
this  article  annually.  So  with  the  article  of 
wheat,  and  to  a  certain  extent,  witli  cotton.  For 
these  reasons,  labor  in  this  country  produces  more, 
and  from  the  kind  of  products,  furnishes  a  much 
larger  amount  of  business  to  a  railroad,  than  labor 
in  any  other. 

The  ascertained  movement  in  this  country  fully 
sustains  the  estimates  that  would  be  infercd  from 
what  has  been  stated.  The  weight  of  the  article 
of  cotton  sent  to  market  equals  nearly  one  million 
of  tons.  The  amount  of  produce  forwarded 
through  the  Erie  Canal  for  1853,  from  the  Western 
States  exceeded  one  million  two  hundred  thousand 
tons ;  the  total  movement  on  th(^  New  York 
Canals  being  nearly  4,500,000  tons.  The  av  erage 
distance  over  which  the  1,200,000  tons  of  western 
produce  received  through  the  above  canals,  was 
transported,  probably  exceeded  1,000  miles. 

We  state  these  facts  for  the  purpose  of  illustra- 
ting the  basis  upon  which  the  business  of  our  rail- 
roads rests.  We  may  perhaps  appreciate  this  fact 
more  fully  by  imagining  the  country  entirely  with- 
out these  works.  A  great  portion  of  its  com- 
merce would  instantly  be  swept  out  of  existence. 
Lands  which  are  now  selling  from  30  to  50  dollars 
per  acre,  would  fall  to  510  or  S15.  Production 
would  cease  for  want  of  a  market,  which  the  rail- 
roads alone  can  give.  Our  people  would  become 
impoverished ;  enterprise  and  energy  would  die 
out  and  the  appearance  of  the  country  would  no 
more  correspond  to  the  features  it  now  presents, 
than  it  did  thirty  yeans  ago.  The  Railroad  opens 
Manchester  and  Birmingham  to  the  western  and 
southern  farmers  and  planters,  as  well  as  New  York 
Philadelphia  and  Boston.  They  create  a  market 
by  furnishing  an  outlet  tu  one  ;  and  without  mar- 
kets what  would  the  grains  and  provisions  of 
the  West,  and  the  cotton  of  the  South  bo  worth. — 
a  large  portion  of  all  of  which  article.-)  have  to  be 
moved  thousands  of  miles  before  reaching  the 
consumers  1  Railroads  ar  e  the  great  agent  in 
promoting  wealth,  and  in  advancing  the  prosper- 
ity of  our  people  and  arc  certain  to  continue  such. 
So  long  as  the  products  of  the  soil  are  moved  from 
the  spot  of  their  production,  the  business  they  are 
called  on  to  perform  wiU  e%tt«l  iha  extent  of  Each 
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prodactioD.  There  is  what  may  be  termed  a  na- 
tural adoption  of  Railroad  to  the  waDts  of  this 
country,  and  commerce  must  cease,  aud  man  fore- 
go the  gratiflationof  his  wants,  before  our  Railroad 
can  fail  for  lack  of  business. 

From  the  fact  stated,  iuvestraenls  io  works  which 
bear  such  intimate  relations  to  the  business  of  the 
country  ;  works  upon  which  all  other  interest  are 
built,  and  of  which  they  are  corrollaries,  must  be 
profitable.  It  is  a  maxim  "  that  the  greater  must 
include  the  less  J "  and  railroads  should  certainly 
be  profitable,  as  well  as  commercial  and  manufac- 
turing purs'iits,  which  in  this  countrj  is  based  up- 
on the  existence  of  the  former. 

If  our  B,&\\roa,ds  prove  unproductive  it  will  not 
be  for  the  want  of  business,  as  this  is  secured  to 
them  by  the  condicion  and  necessities  of  the  peo- 
ple. Another  reason  why  they  should  prove  pro- 
ductive, is  the  low  cost  at  which  they  can  be  built. 
Upon  American  roads,  right  of  way,  and  lands 
for  stations,  etc.,  are  given  gratnilously.orsold  at  a 
low  price.  Material  is  cheap  and  abundant,  with 
the  exception  of  iron,  which  for  a  single  track 
road,  at  present  rates,  will  not  cost  over  S6,000  to 
the  mile.  In  most  cases  there  are  no  vested  rights 
to  disturb  at  enormous  cost ;  no  Legislative,  or  le- 
gal expenses  to  eat  up  capital  as  well  as  profits;  no 
taxes  upon  them  in  a  great  majority  of  the  States. 
The  conditions  for  cheap  construction  therefore, 
are  as  favoiable  as  for  profitable  employment. — 
Neither  is  there  so  much  danger  from  competition 
as  has  usually  been  feared.  Railroads  as  a  gener- 
al rule  have  not,  and  cannot  be  made  where  they 
are  not  needed.  The  roads  that  are  already  con- 
structed are  not  too  numerous  for  the  wants  of  the 
country.  Such  projects  as  have  a  rival  look  have 
not,  and  will  not  be  able  to  command  the  means 
for  the  construction,  however  clamerous  those  who 
have  them  in  hand,  for  money,  or  however  much 
the  more  cautions  may  be  frightened  at  their  be- 
ing put  forth. 

If  onr  roads /«i7,  it  must  be  from  bad  manage- 
ment. The  ill  success  of  such  as  have  proved  un- 
productive may  almost  invariably  be  attributed  to 
this  cause.  That  the  entire  interest  is  suflFering 
more  less  from  bad  and  unintelligent  management 
we  presume  no  one  familiar  with  the  working  of 
Railroads  will  dispute.  A  diffferent  result  was  hardly 
to  be  expected  when  we  consider  the  baste  with 
which  our  works  have  been  constructed,  and  conse- 
quent necessity  of  entrusting  them  to  inexperienced 
parties.  Our  people  have  hardly  gone  through  the 
rudiments  of  that  instruction  which  experience 
alone  can  give.  They  are  entrusted  to  "joint  stock" 
companies  which  have  an  inherent  incapacity  to 
manage  and  superintend  large  operations  with  the 
economy  and  efficiency  of  the  indiinduol  mind 
coupled  with  a  direct  personal  interest.  Upon  the 
Railroad  the  most  complicate  and  delicate  of 
machines,  exerting  a  power  in  their  ordinary  oper- 
ations only  a  little  below  the  capacity  of  the 
strongest  material  known  in  the  arts  to  resist,  are 
used.  By  the  slightest  imprudence  or  inatteution 
the  boundary  line  may  be  crossed,  as  it  is  con- 
stantly crossed  upon  all  roads,  as  rails  ground  to 
fibre,  or  an  engine  torn  to  pieces  by  its  own  law- 
less action,  too  constantly  attest. 

Whatever  may  have  been  the  result  both  in  this 
country  or  in  Europe,  and  however  much  our  Rail- 
road may  have  suSered  for  the  want  of  more  intelli- 
gent managers,  we  cannot  regard  such  managemen 


as  a  vice  inherent  in  the  system,  we  have  sufibr- 
ed,  because  we  have  not  come  to  a  proper  appreci- 
ation of  our  mistakes,  and  have  not  discovered  the 
appropriate  remidiea.  That  faults  ef  management 
cannot  and  will  not  be  corrected  we  will  not 
for  an  instant  admit.  In  no  branch  of  mechanical 
or  coamercial  science,  can  the  application  of  a 
principle  follow  immediately  upon  its  annuncia- 
tion. It  requires  time  to  adopt  its  operation  to 
the  numerous  conditions  that  must  he  respected  ; 
and  the  necessary  experiments  involves  the 
expenditure  of  a  certain  amount  of  capital.  It 
was  not  to  be  expected  that  Railrorda  in  the  outset 
would  be  exempt  from  the  operation  of  a  general 
law.  After  a  work  whose  construction  taxes 
the  energies  of  a  whole  community,  is  built,  it  is 
natural  that  those  who  had  it  in  charge  should 
feel  their  work  to  be  accomplished,  and  cease 
to  take  further  interest  or  care  in  the  matter,  al- 
though by  far  the  most  difficult  thing  to  ensure 
success  remains  to  be  done.  While  the  work  is  in 
progress,  the  novelty  of  the  thing,  and  the 
public  sentiment  which  is  certain  to  be  thorough- 
ly excited  in  favor  of  the  road  renders  labor  in  its 
service  a  pleasant  task.  On  its  completion,  the  in- 
terest excited  naturally  fiags.  Service  loses  the 
charm  of  novelty,  or  imposing  results.  Care  and 
patient  attention,  if  the  road  be  well  man;iged,  has 
to  take  the  place  of  bold  experiment  and  inven- 
tion. The  process  of  building  a  railroad  theiefore 
may  be  the  very  experience  that  unfit  a  person 
to  manage  them  ;  though  we  do  not  allow  such 
should  be  the  case. 

To  render  our  railroads  entirely  successful  our 
people  must  be  roused  from  the  torpid  indiffemce 
they  manifest  aad  feel,  towards  their  management. 
The  vigilance  and  importunity  of  the  stockholders 
mustsecure  a  faithful  discharge  of  duties  on  the 
part  of  directors.  A  rigid  system  of  accountabil- 
ity should  be  enforced  in  every  department.  En- 
gineers, Superintendents,  and  every  one  in  the  em- 
ploy of  the  road,  should  be  made  resonsib^e  net 
for  their  acts  but  for  their  estimates  and  opinions. 
Companies  should  at  once  demand,  and  should 
take  measures  t(4  secure  a  higher  standard  of 
qualification  among  all  their  employees,  particular- 
ly the  engine  driver.  Persons  filling  responsible 
stations  should  be  made  to  profit  by  the  results 
of  good  conduct.  If  one  Railroad  are  to  continue, 
in  the  hand  oi  joint  stock  companies,  their  employ- 
ees should  be  made  to  feel  a  direct  interest  in  the 
roads  they  have  in  charge,  by  being  allowed  a 
portion  of  the  saving  due  to  faithful  service. — 
Some  way  can  be  devised,  we  are  confidant,  in 
which  every  person  employed  by  a  railroad  com- 
pany can  be  madn  to  labor  with  the  zeal,  faith- 
fulness and  assiduity,  as  if  the  whole  property 
were  his  own.  Let  such  a  state  of  things  be  se- 
cured and  our  Railroad,  as  they  are  capable  of  be- 
ing, will  become  the  most  profitable  investments 
in  the  country.  As  already  stated,  the  work,  to  se- 
cure in  our  Railroad  the  highest  efficiency  and 
profitableness,  remains  to  be  done.  That  our  com- 
panies, as  soon  as  they  can  be  made  to  realized 
what  is  necessary  to  be  done  to  secure  a  compe- 
tent management  of  their  roads,  will  enter  the 
new  duitics  before  them,  with  the  zeal  and  ener- 
gy displayed  in  the  construction,  we  do  not  enter- 
tain a  doubt. 

We  do  not  believe  the  capacity  of  our  people  to 
b4  limited  to  the  simple  task  of  building  railroads. 


The  needed  reforms  will  follow.  The  present 
depression  of  railroad  property  will  have  one  good 
effect  in  tuaning  attention  to  the  means  by  which 
the  refcrms  are  to  be  effected.  Vjiwifi'itv.  Jaaj  <, ; 

Vermont   C»BtrKl  Railroad 

At  the  recent  meeting  of  the  Stockholders  of 
this  company,  held  at  Montpelier,  the  over  issues 
of  stock,  made  by  Edward  Crane,  were  assumed 
by  a  large  stock  vote. 

The  Trustees  report  expresses  disappointment 
at  the  smallness  of  the  net  income ;  states  that 
some  portions  of  the  motive  power  have  decpreciat- 
ed  beyond  renewal ;  that  2,600  tons  of  iron  are 
now  required  to  insure  safety  and  economy  in 
working  the  road.  The  freight  cars  have  also 
greatly  deteriorated.  The  cost  of  locomotive  re- 
pairs was  16,6  cts  per  mile,  being  double  the  or- 
dinary expense,  owing  to  the  bad  state  of  the 
track. 

The  Trustees  intimate  that  they  shall,  if  neces- 
sary, withhold  dividends  on  all  the  bonds,  in  order 
to  keep  the  road  in  serviceable  order.  They  fur- 
ther state  that  they  will  not  pay  the  interest  on 
the  2d  mortgage  bonds  or  stock,  however  ample 
their  means,  until  a  legal  decision  authorizes 
them  to  do  so. 

The  report  then  alludes  to  the  increase  of  the 
tariff*,  and  says  that  hereafer  the  cultivation  of 
the  local  traffic  will  be  the  permanent  object  of 
the  trustees.  In  conclusion  they  say  that  no  ma- 
terial reduction  m  the  expenses,  compared  with 
last  year,  can  be  expected  as  the  track  remains 
in  its  present  defective  con^lition.  On  the  contra- 
ry its  rapid  deteriorations  will  tend  to  increase  the 
cost  of  maintaining  the  motive  power  of  the  road. 
In  our  judgement,  unless  a  prompt  remedy  be  ap- 
plied, the  safe  and  serviceable  use  of  the  rails  will 
terminate  with  the  present  winter. 

The  Directors  of  the  road  report  the  earnings  of 
the  road  for  the  year  to  be  $820,119  60.  Expen- 
ses, S606,  326  48,  of  which  $83,161  is  set  down  as 
extraordinary  expenditures.  The  total  liabilities 
are  $3,697,293  :  assets,  $239,322  13 ;  liabilities 
over  assets,  $3,467,972  02.  The  funded  debt  is 
$3,338,700. 

The  Directors  elected  by  the  company  for  the 
ensuing  year,  are  J.  C.  Howe,  Wm.  Thomas,  C.  0. 
Whitmore,  O.  M.  Dexter,  Onslow  Steams,  B.  P. 
Cheney  and  E.  P.  Walton,  Jr.  '■'>  •^t'"''- 


"t  ^r 
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Sanbnrjr  and  Eric  Railroad* 

The  city  counsel  of  Philadelphia  have  appointed 
P.  A.  Keyser,  Hinman,  Roberts,  Stokes  and  Hut- 
chinson, to  "  examine  the  books  of  the  Sunbury 
and  Erie  Railroad  Company,  and  report  in  detail 
the  amount  of  money,  bonds  or  material  for  the 
road,  which  have  been  received  in  payment  for 
subscriptions  or  instalments  on  subscriptions  made 
to  capital  stock  of  the  said  Sunbury  and  Erie  Rail- 
road Company,  together  with  the  amount  of  ex- 
penditures, and  the  purposes  for  which  said  ex- 
penditures have  been  made,  with  such  other 
information  as  tbev  may  deem  proper  to  commun- 
icate." 


New  York  Lioeomotiye  Works, 

JERSEY  CITY. 

THIS  COMPANY  are  prepared  to  execute  with  deepatcli. 
orders  for  Locomotive  Engines,  Tenders,   and  RiLlroaa 
Machiner>'  generally,  embracing  the  latest  improvementa. 

The  works  being  located  near  the  water,  and  in  tho  im 
mediate  vicinity  of  the  New  Jersey  and  Erie  Railroads  offer* 
grwt  conyauoucei  for  shipping. 

BKEESE,  KNEELAND  A  CO., 
""  •--■  "»ii-!«— 4^  Proprietors, 

38  £xcbabg«  Place. 
E.  P.  GOULD,  Superintendent, 

late  Master  Machinist  on  Hudson  River  R  R.  [40.  tf. 


NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  tX 
the  times  and  places  therein  mentioned : —  ^_.  „ 
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„     1857. 

"    1866. 
.    "    1857. 

.'l.stJuly,    1856. 
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".  1st  April,  1855. 
,.  1st  July,  1866. 


ENLARGEMENT  OF  ERIE  CANAL— EASTERN 
DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Utica,  until  Monday, 
the  9th  day  of  October  next,  at  10  o'clock,  a.  m., 
lor  the  following  described  work : — 

Amount  ot 
Description  of  Work.      Penalty  in         Time  of 

Bond.         Completion. 

Section  No.  16 S7,600 ....  1st  April,  1856. 

36 3,300....  „ 

37 5,200.... 

57 7,000.... 

68 9,500.... 

59 6,000.... 

60 6,000.,.. 

».    6,000..** 
62....  ....12,400.... 

76 6,100.... 

78 6,800.... 

»„        131....  ....    6.300.... 

132 5,800.... 

„        133 6,000... 

{.ock  No.   34 6,600... 

38 6,000... 

40 6,200... 

42 6,200... 

Waste  Weir  on  Sec.  120.  1,200... 
Bridge    Abutments    on         ■    , 
Sections  15,   16   and 

17 2,500... 

Bridge    Abutments    on 

Sections  36  and  37. . .   1 ,300 

Bridge    Abutments    on 

Sections  57,   58   and 

.    59   and    Main    street 

Bridge  at  Fultonville.  3,000.. >. 
Bridge    Abutments    on         v*  •' 
Sections  60,   61   and 

62 2,000.... 

Bridge    Abutments    on 

Sections  75  and  78. . .    1 ,500 

Bridge    Abutments    on 
Sections  111,  115.  121 

and  122 2,000.... 

Bridge    Abutments    on 

Sections  132  and  133.      900.... 
Culverts  on  Sections  59 

and  60 1,200. 

Culverts  on  Section  75.      600 . 
Culvert  at  Van  Vran- 

ken's  OD  Section  18 . .      300 . 
Culverts  on  Sections  112 

and  121 1,100. 

Culverts     on    Sections 

181,132  and  133....    1,200. 
Completion  of  Phillips' 

Aqueduct 1,300 ....  1st  April,  1855. 

BLACK  RIVER  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  at  Lyons  Falls  until  Thursday,  the 
12th  day  of  October  next,  at  10  o'clock  a.  m.,  for 
the  following  described  work : — 
Reservoir  at  Wood  Hull 

JLi&K6.  ••••  •■••  ••••  ••  ^Oj  /  \J\}  ■  • 

Reserv'r  at  N'rth  Br'nch 

Lake 6,500,...  „ 

1 1   Lock   Houses  from 

Boonvjlle    to    Lyons 

Falls 1,000.... 

Sluices    around    Locks 

No's.  84  to  69  Indus .  2,900 ....  1st  Aug.   1856. 

.:,,  MIDDLE  DIVISION. 

'  Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  Satur- 
day, the  14th  day  of  October  next  at  10  o'clock 
in  the  forenoon  for  the  following  described 
work : — 

Section  No.195 $6,400 . 

196 4,300.. I; 

11        I"' ,,   7,200.,., 

Centre  Port  Aqueduct. .   8,400 

Port  Byron       do,        .  7,000.... 

OSWEGO  CANAL. 
ri  Sealed  proposals  will  be  received  at  the  En- 


1866. 


1855. 


„  1856. 

. .  1st  April,  1856. 
..1  St  July,  1855. 
..list  April,  1856. 
..IstJuly,  1866. 


gineer's  Office  in  the  village  of  Fulton  until  Mon- 
day, the  16th  day  of  October  next,  at  10  o'clock 
A.M.,  for  the  following  described  work  : — 
Section  No.  3  below  Sa- 

lina $4,000....  Ap'115th.ie57. 

Section  No.  4  below  Sa- 

lina 7,400....     -      ■;^.  ■ 

Part  of  Sections  14  and 

15,  Gascon  Rapids . . .  12,700 „ 

Part  of  Sections  16  and 

17,  above  Phoenix 6,400 ;^ 

Part  of  Sections  17  and  *t 

18,  above  Phoenix  .. .    7,700....  „ 
Part  of  Sections  22  and 

23,  Morseman  level . .   6,600 „ 

Section  27  at  Fulton .. .   6,000 ....  „ 

CAYUGA  AND  SENECA  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
Tuesday,  the  17th  day  of  October  noxt,  at  10  o'- 
clock A.M.,  for  the  fallowing  deicribed  work  : — 

Section  No.  9 $7,200 . . . .  Ist  April,  1856. 

„         10 8,500....  ,„ 

Dam  and  Guard  Gate  on 

Section  10 5,600 

Culverts  on  Sections  1 

to  5  inclusive 2,200....  l^^ 

Road  and  Farm  Bridge 

Abutments    on    Sec-  ..;.*, 

tions  1,  4  and  10 2,300.... 

ENLARGEMENT    OF    ERIE    CANAL— WEST- 
ERN DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion  until  Wed- 
nesday, the  18th  day  of  October  next,  at  10  o'clock 
A.M.  for  the  following  described  work,  between 
Lockport  and  Rochester: — 


,.  1st  Oct.,   1855, 


1st  April,  1867. 
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n276, 

with 

penalty 

in 

bond  of to ,000. 

277, 

11 

II 

11 

»» 

, 6,700. 

278, 

II 

II 

II 

11 

„  ....   7,000. 

279, 

n 

II 

11 

n 

„  ....    7,600. 

280, 

II 

II 

II 

M 

„  ....    8,400. 

281, 

n 

11 

11 

it 

9,200. 

282, 

II 

11 

11 

PI 

, 5,700. 

283, 

II 

11 

11 

)» 

„  ....   4,100. 

316, 

II 

11 

II 

II 

„  ....    6,600. 

317, 

II 

11 

11 

II 

„  ....   6,600. 

318, 

II 

11 

11 

II 

9,400. 

319, 

11 

11 

11 

It 

„  ....   9,300. 

320, 

II 

:i 

11 

II 

„  ....    9,200. 

322, 

II 

II 

11 

II 

10,100. 

323, 

It 

II 

II 

91 

„  ....   8,000. 

324, 

II 

II 

11 

II 

7,700. 

326, 

II 

>i 

u 

II 

„  ....   7,100. 

326, 

11 

II 

II 

11 

„....   9,400. 

327, 

II 

11 

II 

7,600. 

328, 

II 

11 

II 

II 

„  ....   8,800. 

329, 

II 

11 

11 

11 

„  ....   9,700. 

330, 

11 

II 

II 

]| 

,,....13,000. 

331, 

II 

II 

II 

•I 

„  ....   8,500. 

332, 

II 

11 

II 

II 

„  ....   8,500. 

333, 

■  1 

II 

11 

II 

,,....12,200. 

334, 

II 

11 

11 

„  ....13,000. 

M.  ' 

336, 

II 

II 

11 

II 

, 8,000. 

» 

336, 

11 

11 

11 

II 

„  ....   6,000. 

Bridge  Abutments  on  Sections  276  to  283, 

inclusive 3,600. 

Bridge  Abutments  on  Sections  316  to  329, 

inclusive 7,300. 

Bridge  Abutments  on  Sections  330  to  336, 
inclusive 5,400 


Culverts  on  Sections  276  to  283  inclusive . 
316  to  320 

V^i.    ■  „        322  to  329 


6,200. 
6,500. 
8,000. 
4,000. 
1,000. 
500. 


v^v:  \         „        330  to  336         „ 
I.        306 
Waste  Weir  on  Section  330                „ 
Iron  superstructure  of  Genesee  st.  Bridge, 
Buff. 1500. 

The  superstructure  of  Genesee  street  Bridge 
and  the  Culvert  on  Section  306  to  be  completed 
by  the  1st  day  of  April,  1855,  and  the  remainder 
of  the  above  work  by  April  Ist,  1856. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 


evert  kind  of  work ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon ;  and  no 
proppsition  will  be  considered  complete  unless  a 
pric^  for  every  kind  of  work  included  in  such  pro- 
positjion  is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompaLied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rect y  interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same  ;  that 
heti.is  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proj  osal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
thai  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
deraftanding  to  become  inteiested  in  any  contract 
thai  may  be  made  in  parsujince  of  such  proposal. 

Ijvery  proposal  for  work  or  materials  embraced 
in  the  above  staitcments  shall  be  accompanied 
with  a  bond  to  tfa^  people  of  this  State,  in  the  pen- 
alty specified  opp  >8ite  each  kind  of  work  in  said 
statement,  and  w  tich  bond  shall  be  signed  by  the 
party  making  ssch  proposal  and  two  or  more  re- 
sponsible sureties^  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  jubiify  in  sums  eqoal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty, j 

Each  proposal  piust  be  accompanied  by  the  cer- 
tificate of  the  Sopervisor  of  the  town,  and  the 
County  Clerk,  or  |the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  tci  whom  the  work  may  be  awarded 
will  be  required  jby  the  contracting  board  to  give 
the  bond  for  th^  payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract  • 
made  by  the  said  board,  or  any  interest  in  tb« 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  tnaterials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner.until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  l»e  fully  and  entirely  com- 
pleted. ; 

In  case  the  Contracting  board  shall  be  of  opin-  " 
ion  that  the  pra|)Osals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  excessive 
and  disadvantajgeous  to  the  Sute,  they  may  de- 
cline all  the  s^iid  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  i»fill  be  required  to  receive  and  use 
in  the  work  all  .such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  aind  allow  such  prices  therefor  as 
may  be  exhibited  at  the  several  offices  prior  to  the 
letting.  I 

The  prices  irj  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als,  and  performing  all  the  work,  according  to  the 
plans,  specificaftions  and  notices  exhibited  at  the 
letting.  j 

The  persons  jto  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribfed  by  the  contracting  board. 

The  name  or  names  of  the  perj»ons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plants,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  vo  the 
times  specified  for  the  several  letUngs. 

Dated  at  Albany,  Sept.  13th,  1864. 
HENRV  PITZHUGH,  i 

FREDERICK  FOLLETT,     '  Canal  Comm'ri 

CORNELIUS  QARDINIER,) 

JAMES  M.  COOK.  ComptroUer. 

JOHN  I.  ;CLA£K^  SUte  £d^.  umI  Suryjot. 
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SEPTIMUS  NOKRIS 

Successor  to 

O.  E.  JVORKIS, 
American  Hallway  Agency. 

For  the  Piircliasc,  on  C'oaimission,  of  all  Articles  re<iuire»l  by 

UA1L.ROAD  COMPANII1.S. 

Office,  12   Fartiuhar    BuiUinip*, 

PHILADELPHIA. 

TF*OS.  M.  CASH, 

PHILADELPHIA  RAILWAY  AGENCY, 

FOB     THE      PrBCHA3E      OF      ALL      ARTICLES 

required  by 
RAILROALI    COMPANIES 

ON  COMMISSION. 
OfBc«  No.  80  South  Fourth  8tre«t  near  Walnut, 

PHILADELPHIA. 

NUGENT'S  COLLEGE 

OF 

^ENGINEERS  AND  MECHANICS, 

'  ''  Public  Square,  Cleveland,  Ohio. 

E.  Nloent,  C  E.,   Principal. 

THE  design  of  this  Institution  is  to  afford  young  men  an  op- 
portunity of  :i  squinn);  a  kuowledi^  of  the  profession  of 
C.vU  Engineoriug,  ami  to  Mdchjuics  and  Tradesmen  a  sound 
theoratiodl  and  practical  knowle  lifO  of  Mathematics,  Architec- 
tural ami  Mechanical  Eraftiog,  Plain  and  Ornamental  Penman- 
•lup,  4cc. 
Fur  furtber  particulars  address  the  Principal. 

SEPTIMUS  NORRIS, 

CIVIL,  MECHANICAL  &  CONsLLTING  ENGINEER 

OFFERS  hl3  services  to  Railroad  Compaaies  and  Engineer.^, 
to  provide  them  with  I'lans  and  Proportions  of  Locomo 
tives  for  burnini;  coil  or  wood  ;  calling  the  attention  of  Engi- 
neers and  Railroad  Managera  to  his  New  Patent  Boiler  for 
burning  Anthracit  Coal;  also  Plana  for  Depot  Buildiugs, 
Railroad  Tools,  and  all  kinds  of  Machinery  appertaining  to 
Railroads  ;  he  will  abo  superintend  personally  the  construction 
and  buildiiig  of  any  Locomotives  they  may  order,  in  this  or  any 
other  city,  so  as  to  insure  the  Companies  receiving  good  ma- 
chined and  faitliflil  workmanship. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
iMSer  upon  many  of  our  niojt  important  Roads,  in  their  Loc:i- 
tjon,  Bu.idiug  and  Equipoii'nt,  and  for  the  last  20  years  practi- 
cally engaged  iu  the  Manufacture  of  Locomotives,  feels  satis- 
fled,  he  can  sore  the  Companies  who  may  think  proper  to  en- 
gage his  ter vices,  manij  doUara,  and  loaa  by  receiving  imperfect 
machines,  which  liave  been  butit  and  put  together  hastily. 
Address  to  No.  23  Summer  st,  Pliiladelphia. 


JMew  York  and  Erie  R.  R. 

On  and  atter  Wednesday,  Sept.  20th,  and  until  furtlier  noUce 
_{«M  PASSENOBB  TRAINS  ^    p»«a         ^ 

J^^^L  will  leave  Pier  foot  of  Duane  street,   "    tta^ ^ 

_SE^9L  »8  follows,  viz ;  — 


Buffalo  Express,  at  6  a.   m.  tor  Buffalo. 

DcsKiBC  ExPBBsa,  at  6  a.  m.  for  Dunkirk. 

Mail,  at  8ii  a.  m.  for  I>unkirk  and  Buflalo,  and  intermediate 
stations. 

K0CKLA5D  Fassenoir,  at  SW  p.m.,  (from  foot  of  Chambers 
Street)  via  Piermout,  for  Suffern  and  intermediate  stations. 

Wax  Passenqkb,  at  4  p.  m.,  for  Otisville,  and  intermediate 
stations. 

NioHT  Express,  at  bH  p.  m.  for  Dunkirk  and  Bufblo. 

EiilOBANT,  at  6  p.m  ,  ft>r  Dunkirk  and  Buffalo  and  intermedi- 
ate Stations. 

Ou  Sundays  only  ona  Express  Train — at  6  )i  p.m. 

These  Express  Trains  coimect  at  Buffalo  with  first-class 
splendid  .^tearaers  on  Lake  Erie  for  all  ports  on  tlie  Lake  ; 
and  at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland, 
Cmcin.iati,  Toledo,  Detroit.  Chicago,  etc. 

D.  U.  McCALLUM,  General  Snp't 

For  Sale. 

A  STATIONARY  Engine,  having  cylinders  13 
inches  bore  and  20  inches  stroke  complete  in 
aU  respects  and  finished  in  the  best  manner.     Has 
been  in  use  about  six  months. 
.   :  .  .  ROGERS,  KETCHUM  &  GROSVENOR, 

Paterson,  New  Jersey, 
jul.l  I  29  tf.]  or  74  Broadway,  New  York. 


Buffalo  Machinery  Depot. 

BUFFALO,  N.  Y.     * 
H.  C.  BROWN,  Snp't.  J.  W.  HOOKER,  Proprietor. 

I  AM  prepared  to  furniiih  and  will  keep  constantly  on  hand 
from  the  bent  maniificturers  a  fUU  stock  of  Machinists'' 
Tools  for  railroail  and  other  slior>n  ;  such  as  Eiiijinc  and  Hand 
Lathes,  Large  Driver  i.athes.  Car  Wheel  Boring  Milln,  Power 
and  Hand  Planers,  Drill  Presses,  Punch  and.i>hears,  Axlf  Lathes, 
Power  Wheel  Presses,  Bolt  Cutters,  &c. 

J.  W.  HOOKER,  Buffalo,  N.Y. 
Fire  !  Fire  '   Fire  ' 
Preserve  your  books  in  one  of  Duryeo  Sc  Porsyths  celebrated 
Fire  King  sad's.     They  are  perfrctly  secure  and  excel  in  finish. 
J.  W.  HOOKER,  Agent,  Bujaio, 

Uailroad  Track,  Suspension,  and  Depot  Scales,  Dormiint,  and 

Portable  Warehou!-!'   Scales,   Truc.rs,   Baggage   Barrows,  and 
Manifest  Presses. 

Buffalo  Machinery  Depot, 
Otneral  Agency/or  Jlochester  Scale  Workt. 
H.  C.  BROWN,  S^ip't.  J.  W.  HOOKER. 

Railroad  Iron. 

2   0f^n  "^^^^  Railroad  Iron,  54  to  60  Ibe.  per  Snwr 
•  Wv/v7  yard.     For  sale- by 
'  THEODORE  DEUON, 

■■'■     •     '-  •  ■  -*    "   •  "•  26K  Broadway, 

'■  ■  ....  jyew.ywA. 

Contracts  made  as  above  for  Rail^  deliverable  atEnglish  or 
American  ports  at  lowest  rate*!.  36  8t. 


Rensselaer  Polytechnic  In- 
stitute. 

DESIGNED  for  the  education  of  Architeots  and  Citil 
EjiOlSEBM,— including  Railway,  Hydraulic,  Topographi- 
cal, and  Mining  Engineers. 

For  copies  of  the  Annual  Register,  giving  fUU  information 
respecting  the  Institute,  apply  to 

A.  lAAJfKLIN  QREENB,  Director,  R.  P.  I. 
3  2  8mJ  Troy,  New  York. 
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TONS  No.l  Glcniramock  Scolch  Pig  Iron  in  k)U  to 
Ruit  purchasers  for  sale  by 

T    »  it^'Tt         NATLOR  &  CO. 

T   n>Vinv^  WandlOlJohnst. 


N.  B.— The  abov«  Iron  e«Kbuit]y  Imported. 
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Notice  to  Contractors. 

CuiEF  Engineeb's  Office,        > 
Columbus  Ga.,  Sept.  5th  1854.  ] 

SEALED  PROPOSALS,  will  be  received  by  the 
undersigned  at  this  ofiico  until  the  1st  day  of 
December,  for  the  clearing.  Graduation,  Track 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. 
The  work  will  generally  be  divided  into  one  miie 
sections,  and  bids  may  bo  made  for  one  or  more 
of  these  sections.  Separate  Proposals  are  desired 
for  the  Track  Laying,  building  of  Bridges  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  5^2  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps ;  the 
Trestle  will  be  12  feet  high,  bu'lt  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  Rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Trug.s  Pivot  Draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  maj'  bo  had  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  fur  examination,  and.par- 
ties  proposing  Will  please  designate  it  as'  such 
upon  the  envelope. 

The  Country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River ;  from  Mobile  to  the  Riv- 
er (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  either  side  with  provision. 

Payments  will  be  made  one  third  (33)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  beaming  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  Stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same,  for  di- 
vidends ;  the  balance  (}Q  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  ColumbusGa.  MobilOj  Ala.  or  in  N.  Y.  at  the 
option  of  the  holder. 

To  bidders  personally  unknown  to  the  under- 
signed. Bond  and  approved  security  will  be  re- 
quired, to  an  amount  not  exceeding  (^)  the  amount 
of  the  contract,  for  the  timely  and  faithful  comple- 
tion of  the  same. 

223^  miles  of  the  Road  from  Girard  west  will 
be  open  for  business  the  first  of  November,  and 
52  miles  (9)  months  thereafter.  It  is  the  intention 
to  have  th>r  entire  line  of  (245  uiilus)  open  for 
businessd  ?  'c,  1858w 
8t.37  aSO.  S.  RUNEY. 


Port  Morris  Manufactory^ 

WESTCHESTER  COUNTY,  N.  Y. 

ARE  prepared  to  execute  orders  for  all  kinds  raih-oad  work 
and  have  on  hand  the  approved  Railroad  Box  with  the 
raiseil  Journal  also  Car  Couplings  (Lewis'  Patent)  and  Rat- 
chet Wrenches  from  $5  to  $10  each. 
All  orders  punctually  attsuded  to  by  addressing  the  abovo. 

M.  C.  BAKER. 
NB.  Long  Iron  Planing  done  on  reasonable  terms. 
37  6m.  108  Front  St.,  up  stairs. 


NOTICE. 

THE  Oopartnersliip  heretofore  existing  between  tlie  under- 
signed, under  the  tirm  of  Smith  &.  Tyson,  is  this  day  dis- 
solved by  mutual  consent  Eitber  partner  iii  authorized  to  set- 
tie  tlie  business  of  the  concern. 

J.  HOPKINSON  SMITH, 
•.'     -   '  RICHARD  W.  TYSON, 

Ai).  25  South  Charles  »tr. 
Baltimore,  July  Ut,  1864. 

Notice  of  Copartnership. 

THE  undersigned  have  this  day  formed  a  Copartnership 
under  the  firm  of  J.  Hopklnson  Smith,  in  which  Richard 
W.  T>'son  is  a  special  partner,  and  J.  Hopkinson  Smith  ia  ths 
general  partner. 

J.  HOPKINSON  SBHTH, 
RICHARD  W.  TYSON. 
Baltinwre,  July  1st,  18M.  [33  3m 


Notice  of  Copartnership. 

MB.  PETER  MARIE,  herefore  of  the  firm  of  DECOPPET 
&  CO.,  has  this  day  formed  a  copartnership  with  Mr. 
RUDOLPH  KANZ,  (for  many  years  with  the  banking  hou«e 
of  Messrs.  L.  Von  Homnan  &  Co.,)  under  the  firm  of  MARIS 
«c  KANZ,  at  No.  27  William  street 

Their  attention  will  be  devoted  to  the  purchase  and  sale  on 
Commission  of  Stocks,  Bonds  and  Foreign  Exchange,  and  to 

the  n€iyotiatioo  of  Business  Paper. 

New  York,  1st  September,  ISU.  .       .  36  8t 


RAIIiROAD  SPIKES. 


WROUGHT  IRON 

Chairs  and  Fastening^s. 

THE  undersigned  will  cootinus  to  maoulkcture  with  increased 
ftcilitles,  HOOK  &  FLAT  HEAD  RAILROAD  SPIKES, 
of  all  patterns,  WROUGHT  and  CAST  CHAIRS  and  FAST- 
ENINGS, BOILER  KIVETS,  BOLTS,  SHIP  and  BOAT 
SPIKES,  &C;,  &c. 

The  best  quality  of  ReAned  Iron  1:3  used,  and  all  orders  flUeil 
with  despatch. 

'..,;•     J.  HOPKINSON  SMITH,! 
No.  25  Sovth  Charles  at. 
9S~  Plea.se  direct  the  name  in  full. 
Baltimore,  July  Ut,  1854.  [33  t£ 

Steam  Engrlne  and  Blowing: 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  Ave  feet  stroke 
together  with  Blowing  Cylinders,  five  feet  diameter,  and 
six  feet  stroke,  in  perfect  working  order,  for  sale.    Apply  toi^ 
EDW.  BECH  &  KUNHARDT,  a2  Beaver  St.,  -f 
|i.Or,  A    TOWAR,  AfiQt  Pokeepsie  IroQ  Works,  :, 

23tf  Pokeepsio,  N.  T.  '"^ 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  Railroad  purpose,  which  will  be  sold  at  a  reas- 
onable price.     For  ftirther  information,  apply  to.  j.f 
SAMUEL  J.  HAYK8,  -• 
.    M.  of  M.,  Baltimore  and  Ohio  R.  E.  Co.,^ 
■.  ;             '.            Or  BRIDGES  4;  BBO, 
19  tf                                            64  Courtland  St.,  New  Y»rk, 

Machinists^  Tools. 
SHRIVFR  Sl  BROTHFRS, 

Cumberland,  Maryland,  v7«^ 

Ion  Baltimore  Sf  Ohio  R.  R.,  midway  between  Baltimore  and 
the  Ohio  River) 

MANUFACTURERS  ot Engine  Lathes,  Planing  Machines, 
jL>riU  Presses,  Hand  Lathes,  and  other  Machinists'  T\)ols. 
These  tools  are  built^  ir.a  superior  manner,  ttvm  the  very  best 
materials,  and  are  particularly  adapted  for  railroad  shops  and 
all  others  requiring  first  rate  machinery.  Our  location  is  very 
advantageous  for  shipping  work  to  the  West  or  South.  Orders 
and  communications  receive  prompt  attentioa  Address 
SHRIVER  *  BROTHERS,  Fulton  Works, 

Cuniberland,  Maryland. 
August I9tk,  1861  .    •.    :_  .....    _  [82. «m 
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that  every  individual  interest  or  pursuit,  should  ing  the  best  route,  and  of  the  constructiou  of 
be  thrown  entirely  open  to  competition,  on  the j roads  at  the  lowest  cost;  and  consequent.y,  pre- 
ground  that  the  instinct  of  self-iuterest  is  a  much! eluding  the  necessity  or  apology  for  competing 


Mr.  FREDRICK  ALGAR,  No.  11  Clements  Lane, 
I.,oinbard  Street,  London,  is  tlie  authorised  European  Agent 
for  the  Journal. 
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General  Railroad  Law  of  Nevr  York. 

We  give  this  week,  entire,  a  copy  of  the  General 
Railroad  Law  of  New  York.  It  will  show,  parti- 
cularly to  foreigners,  the  character  and  tendency 
of  legislation  in  the  United  States ;  which  are,  to 
provide  by  general  enactments  for  particular  cases. 
The  advantages  gained  are,  1st :  impartial  laws, 
the  benefits  of  which  may  be  secured  without  de- 
lay or  expense  ;  2nd :  a  more  healthy  develop- 
ment of  the  particular  interest  to  which  such  ge- 
neral laws  apply.  Experience  has  fully  proved 
that  where  railroad  charters  are  granted  by  a 
■pecial  act,  or  law,  the  parties  obtaining  them  soon 
come  to  regard  themselves  as  possessing  some 
special  privilege,  entitled  to  protection  ;  and  they 
naturally  oppose  the  granting  the  similar  privi- 
leges to  others.  Cases  are  not  wanting  to  show 
that  those  possessing  such  special  privileges,  often 
become  sufficiently  powerful  to  control  the  legis- 
lation of  a  State,  and  deny  the  same  to  others 
simply  on  the  alleged  ground  that  what  they  pos- 
sess, are  vested  rights,  not  to  be  interfered  with. 
In  this  way  great  injustice  is  often  done.  Our 
people  ar*  rapidly  coming  on  to  more  liber*! 
ground,  and  it  is  fast  becoming  their  conviction. 


better  judge  of  the  expediency  of  any  project  than 
the  opinion  of  a  body  of  legislators,  without  such 
interest  to  sharpen  their  judgments,  without  a 
knowledge  of  the  facts  of  the  case,  and  most  prob- 
ably, without  intelligence  as  to  the  matter  acted 
upon.  It  would  be  considered  as  very  absurd 
should  government  attempt  to  prescribe  the  model 
of  ships,  the  number  requisite  to  meet  the  wants 
of  the  country,  or  the  parties  who  should  have 
the  privilege  of  constructing  them.  It  is  equally 
absurd  for  government  to  assume  to  designate  the 
number  of  railroads  that  are  to  be  built,  the  direc- 
tion they  are  to  take,  or  the  parties  who  are  to 
have  the  right  of  building  them.  Leave  the  pub- 
lic free  to  act  upon  its  own  judgment,  and  the 
probability  is  that  railroads  will  be  built  only 
upon  such  routes  as  loiU  pay.  When  parties  un- 
dertaking their  construction  know  that  other  par 


lines.  We  do  not  believe  that  shipbuilding  would 
become  a  profitable  business,  should  government 
assume  to  decide  who  should  build  ships,  the 
courses  upon  which  they  should  sail,  or  the  car- 
goes they  should  caiTy.  We  think,  if  the  matter 
should  be  carefully  looked  into,  it  would  be  seen 
that  where  the  construction  of  railroads  has  been 
pushed  to  excess  either  in  this  country  or  Europe, 
it  has  been  in  those  States  apparently  the  most 
scrupulous  about  giving  charters.  When  one  is 
granted,  and  another  is  withheld,  it  is  felt  that  a 
great  wrong  has  been  done,  and  the  strongest  mo- 
tive to  the  construction  of  a  ro.id  comes  to  be,  not 
the  money  that  is  to  be  made,  but  to  vindicate  a 
principle.  The  aggrieved  parties  enter  the  o(M)test 
with  a  tenfold  zeal,  corresjwnding  to  the  wrou^^ 
done  them,  and  wijich  is  certain  in  the  end  to  tri- 
umph over  all  obstacles.    We  are  much  mistaken. 


ties  have  an  equal  right  to  build  one  within  hail  j  if  the  reasons  we  have  stated  have  not  had  a  great 
of  their  own ;  or  one  to  accommodate  the  same  j  deal  to  do,  with  the  over-coostruction  of  railroads 
business,  they  will  take  good  care,  by  adopting  in  England.  We  believe  if  the  people  of  that 
the  best  route,  or  building  and  managing  their  ^ country  had  been  as  free  tu  build  railroads  as  lo 
road  in  the  best  manner,  to  leave  no  ground  or 'embark  in  any  other  lawful  calling,  they  would 
apology  for  constructing  a  rival.  Where,  on  the  have  gone  about  the  matter,  slowly  and  delibera- 
other  hand,  no  road  can  be  built  save  under  a  tely,  and  the  progress  of  these  works  would  have 
special  chaxiGr,i\xQ  parties  obtaining  such  right,  waited  upon  the  wants  of  the  country,  and  that 
feel,  and  will  act  upon  the  conviction  that  they ,  Englishmen  would  never  have  so  far  forgotten 
possess  vested  rights,  which  will  not  be  allowed  to  their  natural  caution,  as  to  have  sacrificed  the 
be  interfered  with ;  and  will  be  very  likely  to  immense  sums  wasted  upon  their  railroads, 
adopt  a  line  to  suit  the  interest  or  caprice  of  an  j  We  think  the  safer  way  is  for  legislatures  to  give 
influential  party,  ancl  be  lavish  of  expenditure  un- ',  the  people  entire  freedom  of  action  iu  all  such 
der  an  idea  that  the  privileges  they  possess  will  matters.  They  may  ran  to  excess  in  the  outset, 
compensate  for  any  loss  that  maybe  suffered,  but  the  capacity  for  the  proper  use  of  liberty  can 
This  conviction  naturally  begets  an  indifference  as  only  come  from  the  practice  of  it.  .,  .1.  ^ 

to  the  management  or  cost  of  the  road  ;  such  a|     As  the  organization  and  operations  of  our  Bail- 
route  may  be  taken,  and  such  a  work  built,  that  roads,  are  ccntrc^led  by  U)e  General  Railroad  Law 


the  public  interest  may  call  for  a  ncic  one.  An 
application  to  construct  such,  though  at  first,  per- 
haps, successfully  resisted,  is  always  certain  to  be 
successful ;  for  justice  and  common  sense  is  al 
ways  in  the  end,  more  than  a  match  for  partiality 
and  stupidity ;  and  the  result  is  two  roads  where 
only  one  would  have  been  constructed,  had  the 
field  i*een  entirely  open  for  competition.  In  this 
view,  sanctioned  by  experience,  we  regard  general 
railroad  laws  as  the  most  effective  mode  of  secur- 


of  the  State,  we  copy  the  same  entire  into  our  col- 
umns for  reference,  as  well  as  for  an  example  to 
other  States. 

<)  1 .  Any  number  of  persons  not  less  than  twen- 
ty-five, may  form  a  company  for  the  purpose  of 
constructing,  maintaining  jfnd  operating  a  railro.id 
for  public  use  in  the  conveyance  of  pi-rsoits  and 
property,  or  for  the  maintaining  and  oi>erating  any 
unincorporated  railway  already  cnuslrncted,  for 
the  likepublic  use;  and  for  that  purpose  may  make 
and  sign  articles  of  association,  in  which  shall  be 
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stated  the  name  of  tLe  company  ;  the  number 
of  years  the  same  is  to  conlinuo;  the  places  from 
and  to  which  the  ro.id  is  to  be  constructed,  or 
maintained  and  operated  :  the  length  of  such  road 
as  near  as  may  be,  and  the  name  of  each  county  in 
this  State,  through  or  into  which  it  is  made,  or  in- 
tended to  be  made  ;  the  amount  of  capital  stock 
of  the  company,  which  shall  not  bo  less  than  ten 
thousand  dollars  for  every  mile  of  road  construc- 
ted, or  proposed  to  be  constructed,  and  the  num- 
ber of  share  of  which  said  capital  shall  consist, 
and  the  names  and  places  of  residence  of  thirteen 
directors  of  the  company,  who  shall  manage  iis  af- 
fairs for  the  first  year,  and  until  others  are  chosen 
iu  their  places.  Each  subscriber  to  such  articles 
of  association  shall  subscribe  thereto  his  name, 
place  of  residence,  and  the  number  of  shares  of 
stock  he  agrees  to  take  in  said  company.  On 
compliance  with  the  provisions  of  the  next  section 
such  articles  of  association  may  be  filed  in  the  of- 
fice of  the  Secretary  of  State,  who  shall  endorse 
thereon  the  day  they  are  filed,  and  record  the 
same  in  a  book  to  be  provided  by  him  for  that 
purpose  ;  and  thereupon  the  persons  who  have  so 
subscribed  such  articles  of  association,  and  all 
persons  who  shall  become  stockholders  in  such 
company,  shall  bo  a  corporation  by  the  name  spe- 
cified in  such  articles  of  association,  and  shall  pos- 
sess the  powers  and  privileges  granted  to  the  cor- 
porations, and  be  subject  to  the  provisions  con- 
tained in  title  three  of  chapter  eighteen  of  the  first 
part  of  the  Revised  Statutes,  except  the  provisions 
contained  in  the  seventh  section  of  the  said  title. 

^  2. — Such  articles  of  association  shall  not  be 
filed  and  recorded  in  the  office  of  the  Secretary  of 
State,  until  at  least  one  thousand  dollars  of  stock 
for  every  mile  of  railroad  proposed  to  be  made  is 
subscribed  thereto,  and  ten  per  cent,  paid  thereon 
in  good  faith,  and  in  cash,  to  the  Directors  named 
in  said  articles  of  association ;  nor  until  there  is 
endorsed  thereon,  or  annexed  thereto,  an  affidavit 
made  by  at  least  three  of  the  Directors  named  in 
said  articles,  that  the  amount  of  stock  required  by 
this  section  has  been  in  good  faith  subscribed,  and 
ten  per  cent,  paid  in  cash  thereon  as  aforesaid,  and 
that  it  is  intended  in  good  faith  to  construct  or  to 
maintain  and  operate  the  road  mentioned  in  such 
articles  of  association ;  which  affidavit  shall  be  re- 
corded with  the  articles  of  association  as  afore- 
said. 

()  3. — A  copy  of  any  articles  of  association  filed 
and  recorded  in  pursuance  with  this  act,  or  of  the 
record  thereof,  with  a  copy  of  the  affidavit  afore- 
said endorsed  thereon  or  annexed  thereto,  and  cer- 
tified to  be  a  copy  by  the  Secretary  of  this  State, 
or  his  deputy,  shall  be  presumptive  evidence  of 
the  incorporation  of  such  company,  and  of  the 
facta  therein  stated. 

§  4. — When  such  articles  of  association  and  affi- 
davit are  filed  and  recorded  in  the  office  of  the 
Secretary  of  State,  the  Directors  named  in  said  ar- 
ticles of  association  may,  in  case  the  whole  capi- 
tal stock  is  not  before  subscribed,  open  books  of 
subscription  to  fill  up  the  capital  stock  of  the  com- 
pany, in  such  i»1aces  and  after  giving  such  notice 
as  they  may  deem  expedient,  and  nay  continue 
to  receive  subscriptions  until  the  whole  capital 
stock  is  subscribed.  At  the  time  of  subscribing, 
every  subscriber  shall  pay  to  the  Directors  ten  per 
cent,  on  the  amount  subscribed  by  him,  in  money; 
and  no  subscription  shall  be  received  or  taken 
without  such  payment. 

^  5. — There  shall  be  a  Board  of  thirteen  Di.-ec- 
tors  of  every  corporation  formed  under  this  act,  to 
manage  its  affairs.  Said  Directors  shall  be  chos- 
en annually,  by  a  majoiity  of  the  votes  of 
the  steckholders  voting  at  such  election, 
in  such  manner  as  may  be  prescribed  in  the  by- 
laws of  the  corporation,  and  they  may  and  shall 
continue  to  be  Directors  until  others  are  elected 
in  their  places.  In  the  election  of  the  Directors, 
each  stockholder  shall  be  entitled  to  one  vote 
for  each  share  of  stock  held  by  him.  Vacancies 
in  the  Board  of  Directors  shall  be  filled  in  such 
manner  as  shall  be  prescribed  by  the  by-laws  of 
the  corporation.  Everj'  corporation  formed  under 
this  act,  shall  be  subject  to  the  regulations  con- 


cerning the  election  of  Directors  of  moneyed  cor- 
porations, contained  in  article  second  of  the  second 
title  of  the  eighteenth  chapter  of  the  first  part  of 
the  Revised  Statutes.  The  inspectors  of  the  first 
elections  of  Directors  shall  be  appointed  by  the 
Board  of  Directors  named  in  the  articles  of  associ- 
ation. No  person  shall  be  a  Director,  unless  he 
shall  be  a  stockholder,  owning  stock  absolutely  in 
his  own  right,  and  qualified  to  vote  for  Directors 
at  the  election  at  which  he  shall  be  chosen.  At 
every  election  of  Directors,  the  books  and  papers 
of  such  company  shall  be  exhibited  to  the  meet- 
ing, provided  a  majority  of  the  stockholders  pre- 
sent shall  require  it. 

^  G. — The  Directors  shall  appoint  one  of  their 
number  President ;  they  may  also  appoint  a  Trea- 
surer and  Secretary,  and  such  other  officers  and 
agents  as  shall  be  prescribed  by  the  by-laws. 

^  7. — The  Directors  may  require  the  subscribers 
to  the  capital  stock  o?  the  company  to  pay  the 
amount  by  them  respectively  subscribed,  in  such 
manner  and  in  such  instalments  as  they  may  deem 
proper.  If  any  stockholder  !»hall  neglect  to  pay 
any  instalment  as  required  by  a  resolution  of  the 
Board  of  Directors,  the  said  Board  shall  be  au- 
thorized to  declare  his  stock,  and  all  previous  pay- 
ments thereon,  forfeited  for  the  use  of  the  compa- 
ny ;  but  they  shall  not  declare  it  so  forfeited,  un- 
til they  shall  have  caused  a  notice  in  writing  to  be 
served  on  him  personally,  or  by  depositing  the 
same  in  the  Post  Office,  properly  directed  to  him 
at  the  Post  Office  nearest  his  usual  place  of  resi- 
dence, stating  that  he  is  required  to  make  such 
payment  at  the  time  and  place  specified  in  said 
notice  ;  and  that  if  he  fails  to  make  the  same,  his 
stock,  and  all  previous  payments  thereon,  will  be 
forfeited  for  the  use  of  the  company;  which  no- 
tice shall  be  served  as  aforesaid,  at  least  sixty  days 
previous  to  the  day  on  which  such  payment  is  re- 
quired to  be  made. 

^  8, — The  stock  of  every  company  under  this 
act  shall  be  deemed  personal  estate,  and  shall  be 
transferrable  in  the  manner  prescribed  by  the  by- 
laws of  the  company,  but  no  shares  shall  be  trans- 
ferrable until  all  previous  calls  thereon  shall  have 
been  fully  paid  in ;  and  it  shall  not  be  lawful  for 
such  company  to  use  any  of  its  funds  in  the  pur- 
chase of  any  stock  in  its  own,  or  in  any  other  cor- 
poration. 

^  9. — In  case  the  capital  stock  of  any  company 
formed  under  this  act,  is  found  to  be  insufficient 
for  constfuctmg  and  operating  its  road,  such  com- 
pany may,  with  the  concurrence  of  two-thirds  in 
amount  of  all  the  stockholders  of  the  company,  at 
a  meeting  of  such  stockholders,  called  by  the  Di- 
rectors of  the  company  for  that  purpose,  by  a  no- 
tice in  writing  to  each  stockholder  to  be  served  on 
him  {►ersonally,  or  by  depositing  the  same,  proper- 
ly folded  and  directed  to  him,  at  the  Post  Office, 
nearest  hisusual  place  of  residence,  at  least 
twenty  days  prior  to  such  meeting.  Such 
notice  must  state  the  time  and  place  of  the  meet- 
ing; and  its  object,  and  the  amount  to  which  it  is 
proposed  to  increase  the  capital  stock.  The  pro- 
ceedings of  such  meeting  must  be  entered  on  the 
minutes  of  the  proceedings  of  the  company,  and 
thereupon  the  capital  stock  of  the  company  may 
bs  increased  to  the  amount  sanctioned  by  a  vote 
of  two- thirds  in  amount  of  all  the  stockholders  of 
the  company  as  aforesaid. 

()  10. — Each  stockholder  of  any  company  form- 
ed under  tuis  act,  shall  be  individually  liable  to 
the  creditor  of  such  company,  to  an  amount  equal 
to  the  amount  unpaid  on  the  stock  held  by  him, 
for  all  the  debts  and  liabilities  of  such  company, 
until  the  amount  of  capital  stock  so  held  by  him 
shall  have  been  paid  to  the  company  ;  and  all  the 
stockholders  of  every  such  company  shall  be  joint- 
ly and  severally  liable  for  all  the  debts  due  or 
owing  to  any  of  its  laborers  and  servants,  for  ser- 
vices performed  for  such  corporation ;  but  shall 
not  be  liable  to  an  action  therefor,  before  an  exe- 
cution shall  be  returned  unsatisfied  in  whole,  or  in 
part,  against  the  corporation;  and  then  the  amount 
due  on  such  execution  shall  be  the  amount  recov- 
erable, with  costs  against  such  stockholders 


company,  as  executor,  administrator,  guardian,  or 
trustee,  and  no  person  holding  such  stock  as  col- 
lateral security,  shall  be  personally  subject  to  any 
liability  as  stockholders  of  such  company ;  but 
the  person  pledging  such  stock  shall  be  consider- 
ed as  holding  the  same,  and  shall  be  liable  as  a 
stockholder  accordingly;  and  the  estates  and 
funds  In  the  bands  of  such  executor,  administrator 
guardian,  or  trustee,  shall  be  liable  in  like  manner 
and  to  the  same  extent  as  the  testator,  or  intes- 
tate, or  the  ward  or  person  interested  in  such  trust 
fund  would  have  been,  if  he  had  been  living  and 
competent  to  act,  and  held  the  stock  in  his  own 
name. 

^  12. — As  often  as  any  contractor  for  the  con- 
struction of  any  part  of  a  railroad,  which  is  in  pro- 
gress of  construction,  shall  be  indebted  to  any  la- 
borer, for  thirty  or  any  less  number  of  days'  labor 
performed  in  constructing  said  road,  such  laborer 
may  give  notice  of  such  indebtedness  to  said  com- 
pany in  the  manner  herein  provided ;  and  said 
company  shall  thereupon  become  liable  to  pay 
such  laborer  the  amount  so  due  to  him  for  such 
labor,  and  an  action  may  be  maintained  against 
said  company  therefor.  Such  notice  shall  be  giv- 
en by  said  laborer  to  said  companj',  within  twenty 
days  after  the  performance  of  the  number  of  days' 
labor  for  which  the  claim  is  made,  and  the  name 
of  the  contractor  from  whom  due,  and  shall  be 
signed  by  such  laborer,  or  his  attorney  ;  and  shall 
be  served  on  an  engineer,  agent,  or  superintendent 
employed  by  said  company,  having  charge  f  f  the 
section  of  the  road  on  which  such  labor  was  per- 
formed, personally,  or  by  leaving  the  same  at  the 
usual  place  of  business  of  such  engineer,  agent,  or 
superintendent,  with  some  person  of  suitable  age. 
But  no  action  shall  be  maintained  against  any 
company  under  the  provisions  of  this  section,  un- 
less the  same  is  commenced  within  thirty  days  af- 
ter notice  is  given  to  the  company  by  such  labor- 
er as  above  provided. 

^  13. — In  case  any  company  formed  under  this 
act  is  unable  to  agree  for  the  purchase  of  any  real 
estate  required  for  the  purposes  of  its  incorpora- 
tion, it  shall  have  the  right  to  acquire  title  to  the 
same,  in  the  manner  and  by  the  special  proceed- 
ings prescribed  in  this  act. 

^  14. — For  the  purpose  of  acquiring  such  title, 
the  said  company  may  present  a  petition,  praying 
for  the  appointment  of  commissioners  of  appraisal, 
to  the  Supreme  Court,  at  any  special  term  thereof 
held  in  the  district  iu  which  the  real  estate  de- 
scribed in  the  petition  is  situated.  Such  petition 
shall  be  signed  and  verified  according  to  the  rules 
and  practice  of  such  court.  It  must  contain  a  de- 
scription of  the  real  estate  which  thocompany  seek 
to  acquire ;  and  it  most  in  eflfoct  state  that  the 
company  is  duly  incorporated,  and  that  it  is  the 
intention  of  the  company,  in  good  faith,  to  con- 
struct a  railroad  from  and  to  places  named  for  that 
purpose  in  its  articles  of  association  ;  that  the 
whole  capital  stock  of  the  company  has  been  in 
good  faith  8ub.scribed  as  required  by  this  act ; 
that  the  company  has  surveyed  the  line  or  route 
of  its  proposed  road,  and  made  a  map  or  survey 
thereof,  by  which  such  route  or  line  is  designated^nd 
that  they  have  located  their  said  road  according 
to  such  survey,  and  filed  certificates  of  such  loca- 
tion, signed  by  a  majority  of  the  Directors  of  the 
company,  in  the  clerks'  office  of  the  several  coun- 
ties through  or  into  which  the  said  road  is  to  be 
constructed ;  and  that  the  land  described  in  the 
petition  is  required  for  the  purpose  of  construct- 
ing or  operating  the  proposed  road ;  and  that  the 
company  has  not  been  able  to  acquire  title  there- 
to, and  the  reason  of  suchfinability.  The  petition 
must  also  state  the  names  and  places  of  residence 
of  the  parties,  so  far  as  same  can  by  reasonable 
diligence  be  ascertained,  who  own  or  have,  or 
claim  to  own  or  have  estates  or  interests  in  the 
said  real  estate  remaining;  ahd  if  any  such  persons 
are  infants,  their  ages  as  near  as  may  be,  must  be 
stated;  and  if  any  such  persons  are  idiots,  or  persons 
of  unsound  mind ;  or  are  unknowc,  that  fact  must 
be  stated,  together  with  such  allegations  and  state- 
ments of  liens  or 
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incumberances  on  said  real  es- 
11. — No  person  holding  stock  in  any  sacb  tate  as  the  company  may  see  fit  to  make.   A  copy 
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of  such  petition,  with  a  notice  of  the  time  and 
place  the  same  will  be  presented  to  the  Supreme 
Court,  be  served  on  all  persons  whose  interests  are 
to  be  affected  by  the  proceedings,  at  least  ten 
days'  prior  to  the  presentation  of  the  same  to  the 
said  court. 

1. — If  the  person  on  whom  such  service  is  to  be 
made,  resides  in  this  State,  and  is  not  an  infant, 
idiot,  or  person  of  unsoand  mind,  service  of  a  copy 
of  such  petition  and  notice  must  be  made  on  him 
or  his  agent  or  attorney,  authorized  to  contract 
for  the  sale  of  the  real  estate  described  in  the  pe- 
tition, personally,  or  by  leaving  the  same  at  the 
usual  place  of  residence  of  the  person  on  whom  ser- 
vice must  be  made  as  aforesaid,  with  some  person 
of  suitable  age.  ?/,'!!   ^r^.'I' J" ' 

2. — If  the  person  on  whom  such  service  is  to  be 
made  resides  out  of  the  State,  and  has  an  agent 
residing  in  this  State,  authorized  to  contract  for 
the  sale  of  the  real  estate  described  in  the  peti- 
tion, such  service  may  be  made  on  such  agent,  or 
on  such  person  personally  out  of  the  State ;  or  it 
may  be  made  by  publishing  the  notice,  stating 
briefly  the  obj.'ct  of  the  application,  and  giving  a 
description  of  the  land  to  bo  taken,  in  the  State 
Paper,  and  in  a  paper  printed  in  the  county  in 
which  the  land  to  be  taken  is  situated,  once  in 
each  week  for  one  month  next  previous  to  the 
presentation  of  the  petition.  And  if  the  residence 
of  such  person  residing  out  of  this  State,  but  in 
any  of  the  United  States,  or  any  of  the  British 
colonies  of  North  America,  is  known,  or  can  by 
reasonable  diligence  be  ascertained,  the  company 
must,  in  addition  to  such  publication  as  aforesaid, 
deposit  a  copy  of  the  petition  and  notice  in  the 
Post  Office,  properly  folded  and  directed  to  such 
person  at  the  Post  Office  nearest  bis  place  of  resi- 
dence, at  least  thirty  days  before  presenting  such 
petition  to  the  court,  and  pay  the  postage  charge- 
able thereon  in  the  United  States. 

3. — If  anx  person  oq  whom  such  service  is  to  be 
made  is  under  the  age  of  twenty-one  years,  and 
resides  in  this  State,  such  service  shall  be  made  as 
aforesaid,  on  his  general  guardian  ;  or  if  he  has  no 
such  guardian,  then  on  such  infant  personally,  if 
he  is  over  the  age  of  fourteen  years ;  and  if  under 
that  age,  then  on  the  person  who  as  the  care  of, 
or  with  whom  such  infant  resides. 

4. — If  the  person  on  whom  such  service  is  to  be 
made  is  an  idiot,  or  of  unsound  mind,  and  resides 
in  this  State,  such  service  may  be  made  on  the 
committee  of  his  person  or  estate ;  or  if  he  has  no 
such  committee,  then  on  the  person  who  has  the 
care  and  charge  of  such  idiot,  or  person  of  unsound 
mind. 

6- — If  the  person  on  whom  such  service  is  to  be 
made  is  unknown,  or  his  residence  is  unknown, 
and  can  not  by  reasonable  diligence  be  ascertain- 
ed, then  suclj  service  may  be  made,  under  the  di- 
rection of  the  court,  by  publishing  a  notice,  stat- 
ing the  time  and  place  the  petition  will  be  presen- 
ted, the  object  thereof,  with  a  description  of  the 
land  to  be  affected  by  the  proceedings,  in  the 
State  Paper,  and  in  the  paper  printed  in  the  coun- 
ty where  the  land  is  situated,  once  in  each  week 
for  one  month  previous  to  the  presentation  of  such 
petition.  ^ 

6.--In  case  any  party  to  be  affected  by  the  pro- 
ceedings is  an  infant,  idiot,  or  of  unsound  mind, 
and  has  no  general  guardian  or  committee,  the 
court  shall  appoint  a  special  guardian  or  commit- 
tee to  attend  to  the  interests  of  such  person  in  the 
proceedings ;  but  if  a  general  guardian  or  commit- 
tee has  been  appointed  for  such  person  in  this 
State,  it  shall  be  the  dut^r  of  such  general  guanflin 
or  committee  to  attend  to  the  interests  of  such  in- 
fant, idiot,  or  person  of  unsound  mind ;  and  the 
court  may  require  such  security  to  be  given  by 
such  general  or  special  guardian  or  committee  as 
It  may  deem  necessary  to  protect  the  rights  of 
such  infant,  idiot,  or  person  of  unsound  mind  ;  and 
all  notices  required  to  be  served  in  the  progress  of 
the  proceedings,  may  be  served  on  such  general  or 
special  guardian  or  committee. 

7.— In  all  cases  not  herein  otherwise  provided 
for,aemce  of  orders,  notices,  and  papers  in  the 


special  proceedings  authorized  by  this  act,  may 
be  made  as  the  Supreme  Court  shall  direct. 

^  15. — On  presenting  such  petition  te  the  Su- 
preme Court  as  aforesaid,  with  proof  of  service  of 
a  copy  thereof  and  notice  as  aforesaid,  all  persons 
whose  estates  or  interests  are  to  be  affected  by 
the  proceedings,  may  show  cause  against  granting 
the  prayer  of  the  petition,  and  may  disprove  any 
of  the  facts  alleged  in  it.  The  court  shall  hear 
the  proofs  and  allegations  of  the  parties,  and  if  no 
sufficient  cause  is  shown  against  granting  the  pray- 
er of  the  petition,  it  shall  make  an  order  for  the 
appointment  of  five  disinterested  and  competent 
persons  who  reside  in  the  comity  where  the  prem- 
ises are  situated,  commissioners  to  ascertain  and 
appraise  the  compensation  to  be  made  to  the  own- 
ers or  persons  interested  in  the  real  estate  propos- 
ed to  be  taken  in  such  county  for  the  purposes  of 
the  company,  and  to  fix  the  time  and  place  for  the 
first  meeting  of  such  commissioners.  The  parties 
whose  lands  are  to  be  appraised,  or  their  attor- 
neys, may,  in  case  they  appear,  name  six  such 
persons,  and  the  company  a  like  number,  provided 
they  do  so,  and  the  court  shall  appoint  two  of  the 
commissioners  from  each  of  the  six  so  named,  in 
case  there  is  no  legal  objection  to  such  appoint- 
ment, and  the  other  commissioner  shall  be  appoint- 
ed by  the  court  in  its  discretion. 

§  16. — The  commissioners  shall  take  and  sub- 
scribe the  oath  prescribed  by  the  twelfth  article 
of  the  constitution.  Any  one  of  them  may  issue 
subpoenas,  administer  oaths  to  witnesses,  and  any 
three  of  them  may  adjourn  the  proceedings  before 
them  from  time  to  time,  in  their  discretion. — 
Whenever  they  meet,  except  by  the  appointment 
of  the  court  or  pursuant  to  adjournment,  they 
shall  cause  reasonable  notice  of  such  meetings  to 
be  given  to  the  parties  who  are  to  be  aflected  by 
their  proceedings,  or  their  attorney  or  agent. — 
They  shall  view  the  premises  described  in  the  pe- 
tition, and  hear  the  proofs  and  allegations  of  the 
parties,  and  reduce  the  testimony,  if  any  is  taken 
by  them,  to  writing ;  and  after  the  testimony  is 
Closed  in  each  case,  and  without  any  unnecessary 
delay,  and  before  proceeding  to  the  examination 
of  any  other  claim,  a  majority  of  them,  all  being 
present  and  acting,  shall  ascertain  and  determine 
the  compensation,  which  ought  justly  to  be  made 
by  the  company  to  the  party  or  parties  owning  or 
interested  in  the  real  estate  appraised  by  them  ; 
and  in  determining  the  amount  of  such  compensa- 
tion, they  shall  not  make  an  allowance  or  deduction 
on  account  of  any  real  or  supposed  benefits  which 
the  parties  may  derive  from  the  construction  of 
the  proposed  railroad.  They,  or  a  majority  of 
them,  shall  also  determine  and  certify  what  sum 
ought  to  be  paid  to  a  general  or  special  guardian 
or  committee  of  an  intant,  idiot,  or  person  of  un- 
sound mind,  or  to  an  attorney  appointed  by  the 
court  to  attend  the  interest  of  any  unknown  own- 
er or  party  in  interest,  not  personally  served  with 
notice  of  the  proceedings,  and  who  Las  not  ap- 
peared, for  costs,  expenses,  and  counsel  fees. — 
They  shall  make  a  leport  to  the  Supreme  Court, 
signed  by  them,  or  a  majority  of  them,  of  the  pro- 
ceedings before  them,  with  the  minutes  of  the 
testimony  taken  by  them,  if  any.  Said  commis- 
sioners shall  be  entitled  to  three  dollars  for  their 
expenses  and  services  for  each  day  they  are  en- 
gaged in  the  performance  of  their  duties,  to  be 
paid  by  the  company. 

^  17. — On  such  report  being  made  by  said  com- 
missioners, the  company  shall  give  notice  to  the 
parties  or  their  attorneys  to  be  affected  by  the 
proceedings,  according  to  the  rules  and  practice 
of  said  court,  at  a  general  or  special  term  thereof, 
for  the  confirmation  of  such  report :  and  the  court 
shall  thereupon  confirm  such  report,  and  shall 
make  an  order,  containing  a  recital  of  the  sub- 
stance of  the  proceedings  in  the  matter  of  the  ap- 
praisal, and  the  description  of  the  real  estate  ap- 
praised for  which  compensation  is  to  be  made ; 
and  shall  also  direct  to  whom  the  money  is  to  be 
paid,  or  in  what  bank,  and  in  what  manner  it  shall 
be  deposited  by  the  company. 

()  18. — A  certified  copy  of  the  order  so  to  be 
made^  as  aforesaid,  shall  be  recorded  at  fall  length 


in  the  clerk's  office  of  the  county  in  v<hich  the 
land  described  iu  it  is  situated ;  and  thereupon,  and 
on  the  payment  or  deposit  by  the  company  of  the 
sums  to  be  paid  as  compensation  for  the  land,  and 
for  costs,  expenses,  and  counsel  fees  :is  aforesaid , 
and  as  directed  by  sadd  order,  the  company  shall 
be  entitled  to  enter  upon,  take  possession  of,  and 
use  the  said  land  for  the  purpose  of  its  incorpora- 
tion, during  the  continuance  of  its  corporate  exis- 
tence, by  virtue  of  this  or  any  other  act ;  and  all 
persons  who  have  been  made  parties  to  the  pro- 
ceedings shall  be  divested  and  barred  of  all  right, 
estate,  and  interest  in  such  real  estate,  during  the 
corporate  existence  of  the  company  as  aforesaid. 
All  real  estate  required  by  any  company  under 
and  pursuant  to  the  provisions  of  this  act,  for  the 
purposes  of  its  incorporation  shall  be  deemed  to 
bo  acquired  for  public  use.  Within  twenty  days' 
after  the  confirmation  of  the  report  of  the  commis 
sioners,  as  provided  for  in  the  seventeenth  section 
of  this  act,  either  party  may  appeal,  by  notice  in 
writing  to  the  other,  to  the  Supreme  Court,  from 
the  appraisal  and  report  of  the  commissioners. 
Such  appeal  shall  be  heard  by  the  Supreme  Couit, 
at  any  general  or  special  term  thereof,  on  such 
notice  thereof  given,  according  to  the  rules  and 
practice  of  said  court.  On  the  hearing  of  such 
appeal,  the  court  may  direct  a  new  appraisal  l>c- 
fore  the  same  or  new  commissioners  in  its  discre- 
tion :  the  second  report  shall  be  final  and  conclus- 
ive on  all  the  parties  interested.  If  the  amount  of 
the  compensation  to  be  made  by  the  company  is  in- 
creased by  the  second  report,  the  difference  shall  be 
a  lien  on  the  land  appraised,  and  shall  be  paid  by  the 
company  to  the  parties  entitled  to  the  same,  or  shall 
be  deposited  in  the  bank,  as  the  conrt  shall  direct ; 
and  if  the  amount  is  diminished,  the  difl^rence  shall 
be  refunded  to  the  company  by  the  party  to  whom  the 
same  may  have  been  paid ;  and  judgment  there- 
for may  be  rendered  by  the  court,  on  the  filling  of 
the  second  report  against  the  party  liable  to  pay 
the  same.  Such  appeal  shall  not  affect  the  pos- 
session by  such  company  of  the  'and  appraised ; 
and  when  the  same  is  made  by  others  than  the 
company,  it  shall  not  be  heard,  except  on  a  stipu- 
lation of  the  party  appealing,  not  to  disturb  such 
possession. 

()  19.^  If  there  are  adverse  and  conflicting 
claimants  to  the  money^  or  any  part  of  it,  to  be 
paid  as  compensation  for  the  real  estate  taken, 
the  court  may  direct  the  money  to  be  paid  into 
the  said  court  by  the  company,  and  may  deter- 
mine who  is  entitled  to  tlie  same,  and  direct  to 
whom  the  same  shall  be  paid ;  and  may,  in  its  dis- 
cretion, order  a  reference  to  astertain  the  facts  on 
which  such  determination  and  order  are  to  bo 
made. 

^  20. — The  court  shall  appoint  some  competent 
attorney  to  appear  for,  and  protect  the  rights  of 
any  party  in  interest,  who  is  unknown,  or  whobe 
residence  is  unknown,  and  who  has  nut  a]>peared 
in  the  proceedings  by  an  attorney  or  agent.  The 
court  shall  also  have  power  at  any  time  to  amend 
any  defector  informality  in  any  of  the  special  pro- 
ceedings authorized  by  this  act,  as  may  be  neces- 
sary ;  or  to  cause  new  parties  to  be  added,  and  to 
direct  such  further  notices  to  be  given,  to  any 
party  in  interest,  as  it  deems  proper ;  and  also  to  ap- 
point other  commissioners  in  place  of  any  who 
shall  die,  or  refuse  or  u^ecfc  tg  senrc^  or  be  iuM- 
pable  of  serving.  -i.;:^   ,        J'    -  Ki>  *^jk-. 

^  21. — If,  at  any  time  after  an  attempt  to  ac- 
quire title  by  appraisal  of  damages  or  otherwise, 
it  shall  be  found  that  the  tiile  thereby  attempted 
to  be  acquired  is  defective,  the  company  may  pro- 
ceed anew  to  acquire  or  perfect  sucli  a  title  ia  the 
same  manner  as  if  no  appraisal  had  not  been 
made ;  and  at  any  stage  of  such  new  proceedings, 
the  court  may  authorise  the  corporation,  if  iu  pos- 
session, to  continue  in  possession,  to  take  possi'S- 
sion,  and  use  such  real  estate  during  the  pendency, 
and  until  thd  lincl  conclusion  of  such  dc*w  procee- 
ding; andniay  stay  all  actions  or  proceedings  against 
the  company  on  account  thereof,  on  such  coiupauy 
paying  into  court  a  sufficient  sum,  or  giving  se- 
curity as  the  court  may  direct,  to  pay  the  com- 
pensatioa  therefo^  wb«Q  finally  McecUia^d ;  and 
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in  every  sucli  case;  tbo  party  interested  iu  such 
real  estate  may  conduct  the  proceedings  to  a  cou- 
clasioD,  if  the  company  delays  or  omits  to  prose- 
cute the  same. 

^  22. — Every  company  formed  under  this  act, 
before  constructing  any  part  of  their  road  into  or 
through  any  county  named  iu  their  articles  of 
association,  shall  make  a  map  and  profile  of  the 
route  intended  to  be  adopted  by  such  company  in 
such  county,  which  shall  be  certiied  by  the  Pres- 
ident and  Engineer  of  the  company,  or  a  majority 
of  the  Directors,  and  filed  in  the  office  of  the  clerk 
of  the  county  in  which  the  road  is  to  be  made.— 
The  companv  shall  give  written  notice  to  all  ac- 
tual occupants  of  the  land  over  which  the  route 
of  the  road  is  so  designated,  and  which  has  not 
been  purchased  by  or  given  to  the  company,  of 
the  route  so  designated.  Any  party  feeling  ag- 
grieved by  the  proposed  location,  may,  within  fif- 
teen days  after  receiving  written  notice  as  afore- 
said, apply  to  a  justice  of  the  Supreme  Court,  out 
of  court  by  petition,  duly  verified  setting  forth 
his  objections  to  the  route  designated,  and  the  said 
justice  may,  if  he  considers  sufficient  cause  there- 
for to  exist,  appoint  three  disinterested  persons, 
one  of  whom  must  be  a  practical  engineer,  com- 
missioners to  examine  the  proposed  route,  and  af- 
ter hearing  the  parties,  to  affirm  or  alter  the  same, 
as  may  be  consistent  with  the  just  rights  of  all 
parties  and  the  public ;  but  no  alteration  of  the 
route  shall  be  made,  except  by  the  concurrance  of 
the  commissioner  who  is  a  practical  civil  engineer. 
The  determination  of  the  commissioners  shall, 
within  thirty  days  after  their  appointment,  be 
made  and  certified  by  them,  and  the  certificate 
filed  in  the  office  of  the  county  clerk.  Said  com- 
missioners shall  each  be  entitled  to  three  dollars 
per  day  for  their  expenses  and  services,  to  be  paid 
by  the  person  who  applied  for  their  appointment ; 
and  if  the  proposed  route  of  the  road  is  altered  or 
changed  by  the  commissioners,  the  company  shall 
refund  the  amount  so  paid. 

^  23. — The  Directors  of  every  company  formed 
under  this  act  may,  by  a  vote  of  two-thirds  of 
their  whole  number,  at  any  time  alter  or  change 
the  route  or  any  part  of  the  route  of  their  road,  if 
it  shall  appear  to  them  that  the  line  can  be  im- 
proved thereby ;  and  they  shall  make  and  file  in 
the  clerk's  office  of  the  proper  county,  a  survey, 
map  and  certificate  of  such  alternatioq  or  change  ; 
.ind  shall  have  the  same  right  and  power  to  ac- 
quire title  to  any  lands  required  for  the  purposes 
of  the  company,  in  such  altered  or  changed  route, 
as  if  the  road  had  been  located  there  in  the  first 
instance ;  and  no  such  alternation  shall  be  made 
in  any  city  or  village,  after  the  road  shall  have 
been  constructed,  unless  the  same  is  sanctioned 
by  a  vote  of  two-thirds  of  the  common  council  of 
said  city  or  trustees  of  said  village,  and  in  case  of 
any  alteration  made  in  the  route  of  any  railroad , 
after  the  company  has  commenced  grading,  com- 
pensation shall  be  made  to  all  persons  for  injury 
so  done  to  any  lands  that  may  have  been  donated 
to  the  company.  All  the  provisions  of  this  act  re- 
lative to  the  first  location,  and  to  acquiring  title 
to  land,  shall  apply  to  every  such  new  or  altered 
portion  of  the  route. 

§  24. — Whenever  the  track  of  a  railroad  con- 
structed by  a  company  formed  under  this  act  shall 
cross  a  railroad,  a  highway,  turnpike,  or  plank 
road,  such  highway,  turnpike,  or  plank  road  may 
be  carried  under  or  over  the  track,  as  may  be 
found  most  expedient ;  and  in  cases  where  an 
embankment  or  cutting  shall  make  a  change  in 
the  line  of  such  highway,  turnpike,  or  plank  road 
desirable,  with  a  view  to  a  more  easy  ascent  or 
descent,  the  said  company  may  take  such  addi- 
tional lands  for  the  construction  of  such  road, 
highway,  turnpike,  or  plank  road  on  such  new 
line  as  may  be  deemed  requisite  by  the  Directors. 
Unless  the  lands  so  taken  shall  be  purchased  for 
the  purposes  aforesaid,  compensation  therefor 
shall  be  ascertilncd  in  the  manner  prescribed  in 
this  act  for  acquiring  title  to  real  estate,  and  duly 
made  by  said  corporation  to  the  owners  and  per- 
sona interested  in  such  lands.  The  same  when  sol 
taken,  shall  become    part  of  such  intersecting] 


highway,  turnpike,  or  plank  road,  in  such  manner 
and  by  such  tenure  as  the  adjacent  parts  of  the 
same  highway,  turnpike,  or  plank  road,  may  be 
held  for  highway  purposes. 

^  25. — The  coniniis.sioners  of  the  land  office 
shall  have  power  to  grant  to  any  railroad  company 
formed  under  this  act,  any  land  belonging  to  the 
people  of  this  State,  which  may  be  required  for 
the  purposes  of  their  road,  on  such  terms  as  may 
be  agreed  on  by  them ;  or  such  company  may  ac- 
quire title  thereto  by  appraisal,  as  in  the  case  of 
lands  owned  by  individual^ ;  and  if  any  land  be- 
longing to  a  county  or  town  is  required  by  any 
company  for  the  purposes  of  the  road,  the  county 
or  town  officers  having  the  charge  of  such  land 
may  grant  such  land  to  such  company,  for  such 
compensation  as  may  be  agreed  upou. 

^  2C. — In  case  any  title  or  interest  in  real  es- 
tate required  by  any  company  formed  under  this 
act,  for  the  purpose  of  its  incorporation,  shall  be 
vested  in  any  Trustee  not  authorized  to  sell,  re- 
lease, and  convey  the  same,  or  in  any  infant,  idiot, 
or  person  of  unsound  mind,  the  Supreme  Court 
shall  have  power,  by  a  summary  proceeding  on 
petition,  to  authorize  and  empower  such  Trustee, 
or  the  general  guardian  or  committee  of  such  in- 
fant, idiot,  or  person  of  unsound  mind,  to  sell  and 
convey  the  same  to  such  company,  for  th«  pur- 
poses of  its  incorporation,  on  such  terms  as  may 
be  just ;  and  in  case  any  such  infant,  idiot,  or  per- 
son of  unsound  mind,  has  no  general  guardian  or 
committee,  the  said  court  may  appoint  a  special 
guardian  or  committee  for  the  purpose  of  making 
such  sale,  release,  or  conveyance,  and  may  require 
such  security  from  such  general  or  special  guard- 
iaij  or  committee  iis  said  court  may  deem  proper. 
But  before  any  conveyance  or  release  authorized 
by  this  section  shall  be  executed,  the  terms  on 
which  the  same  is  to  be  executed  shall  be  report- 
ed to  the  court,  on  oath ;  and  if  the  court  is  satis- 
fied that  such  terms  are  just  to  the  party  interes- 
ted in  such  real  estate,  the  court  shsJl  confirm  the 
report,  and  direct  the  proper  conveyance  or  re- 
lease to  be  executed,  which  shall  have  the  same 
effect  as  if  executed  by  an  owner  of  said  land, 
having  legal  power  to  sell  and  convey  the  same. 

^  27. — No  company  formed  under  this  act  shall 
lay  down  or  use  in  the  construction  of  their  road, 
any  iron  rail  of  less  weight  than  fifty-six  pounds 
to  the  lineal  yard,  except  for  turnouts,  sidings,  and 
switches. — 

^  28. — Every  corporation  formed  under  this 
act,  sh  all  in  addition  to  the  powers  conferred  on 
corporations  in  the  third  title  of  the  eighteenth 
chapter  of  first  part  of  the  Revised  Statutes  have 
power. 

1. — To  cause  such  examination  and  surveys  for 
its  proposed  railroad  to  be  made,  as  may  be  ne- 
cessary to  selection  of  the  most  advantageous 
route;  and  for  such  purpose,  by  its  officers  or 
agents  and  servants,  to  enter  upon  the  lands  or 
waters  of  any  person,  but  subject  to  respousibility 
for  all  damages  which  shall  be  done  thereto. 

2. — To  take  and  hold  such  voluntary  grants  of 
real  estate  and  other  property  as  shall  bo  made  to 
it,  to  aid  in  the  construction,  maintenance  and  ac- 
commodation of  its  railroad ;  but  the  real  estate 
received  by  voluntary  grant  shall  be  held  and  used 
for  the  purposes  of  such  grant  only. 

3. — To  purchase,  hold  and  use,  all  such  real  es- 
tate and  other  property  as  may  be  necessary  for 
the  construction  and  maintainance  of  its  railroad, 
and  the  stations  and  other  accommodations  ne- 
cessary to  accomplish  the  objects  of  its  incorpora- 
tion :  but  nothing  herein  contained  shall  be  held 
as  repealing,  or  in  any  way  affecting  the  act  en- 
titled "  An  act  authorizing  the  construction  of 
railroads  upon  Indian  lands,"  passed  May  12, 
1836. 

4. — To  lay  ont  its  road  not  exceeding  six  rods 
in  width,  and  to  construct  the  same ;  and  for  the 
purposes  of  cuttings  and  embaakments,  to  take  as 
much  more  land  as  may  be  necessary  for  the 
proper  construction  and  security  of  the  road,  and 
to  cut  down  any  standing  trees  that  may  be  in 
danger  of  falling  on  the  road,  making  compensa- 


tiou  therefor  as  provided  in  this  act  for  lands  tak- 
en for  the  use  of  ihe  company. 

5. — To  construct  their  road  across,  along,  or 
upon  any  stream  of  water,  water-course,  street, 
highway,  plank-road,  turnpike,  or  canal,  which 
the  route  of  its  road  shall  intersect  or  touch  ;  but 
the  company  shall  restore  the  stream  or  water- 
course, street,  highway,  plank  road  and  turnpike 
thus  intersected  or  touched,  to  its  former  state,  or 
to  such  state  as  not  imnecessarily  to  have  impaired 
its  usefulness.  Every  company  formed  under  this 
act,  shall  be  subject  to  the  power  vested  in  the 
canal  commissioners  by  the  seventeenth  section  of 
chapter  two  hundred  and  seventy  six  of  the  ses- 
sion laws  of  1834.  Nothing  in  this  act  contained 
shall  be  construed  to  authorise  the  erection  of  any 
bridge,  or  any  other  obstrnctions  across,  in  or 
over  any  stream  or  lake  navigated  by  steam  or 
sail  boats,  at  the  place  where  any  bridge  or  other 
obstructions  may  be  proposed  to  be  placed ;  nor 
to  authorise  th«  construction  of  any  railfoad  not 
already  located  in,  upon  or  across  any  streets  in 
any  city,  without  the  assent  of  the  corporation  of 
such  city. 

6. — To  cross,  intersect,  join  and  unite  its  rail- 
road with  any  other  railroad  before  constructed, 
at  any  point  on  its  route,  and  upon  the  grounds  of 
such  other  railroad  company,  with  the  necessary 
turnouts,  sidings  and  switches,  and  other  conven- 
iences in  furtherance  of  the  objects  of  its  connec- 
tions. And  every  compMiy  whose  railroad  is  or 
shall  be  hereafter  intersected  by  any  new  railroad, 
shall  unite  with  the  owners  of  such  new  railroad 
in  forming  such  intersections  and  connections,  and 
grant  the  facilities  aforesaid ;  and  if  the  two  cor- 
porations cannot  agree  upon  the  amount  of  com- 
pensation to  be  made  therefor,  or  the  points  and 
manner  of  such  crossings  and  connections,  tho 
same  shall  be  ascertained  and  determined  by  com- 
missioners to  be  appointed  by  the  court  as  if  pro- 
vided in  this  act  in  respect  to  acqniriog  title  to 
real  estate. 

7. — To  take  and  convey  persons  and  property 
on  their  railroad  by  the  power  or  force  of  steam 
or  of  animals,  or  by  any  mechanical  power,  and  to 
receive  compensation  therefor. 

8. — To  erect  and  maintain  all  necessary  and 
convenient  buildings,  stations,  fixtures  and  ma- 
chinery for  the  accommodation  and  use  of  their 
passengers,  freights  and  business. 

9. — To  regulate  the  time  and  manner  in  which 
passengers  and  property  shall  be  transported,  and 
the  compensation  to  be  paid  therefor ;  but  such 
compensation,  for  any  passenger  and  his  ordinary 
baggage,  shall  not  exceed  three  cents  per  mile. 

10. — From  time  to  time  to  borrow  such  sums  of 
■loney  as  may  be  necessary  for  completing  and ' 
finishing  or  operating  their  railroad,  and  to  issue 
and  dispose  of  their  bonds  for  any  so  borrowed, 
and  to  mortgage  their  corporate  property   and' 
fraaehises  to  secure  the  payment  of  any  debt  con- 
tracted by  the  company  for  the  purposes  afore- ' 
said ;  and  the  directors  of  the  company  may  con-  \ 
fer  on  any  holder  of  any  bond  issued  for  money; 
borrowed  as  aforesaid,  the    right  to  covert  the  ] 
principle  due  or  owing  thereon,  into  stock  of  said  ' 
compasy,  at  any  time  not  exceeding  ten  years 
ft-om  the  date  of  the  bond,  nnder  such  regulations 
as  the  directors  may  see  fit  to  adopt. 

^  29. — Whenever  the  railroad  of  any  company 
formed  under  this  act  shall  run  parallel  or  nearly 
parallel  to  any  canal  of  this  state,  and  within  thirty 
miles  of  such  canal,  the   company  owing  such  . 
railroad  shall  pay  to  the  canal  fbnd,  on  all  proper- ' 
ly  j^i^nsported  upon  its  railroad  other  than  the ' 
ordinary  baggage  of  passengers,  the  same  tolls  - 
upon  that  portion  of  the  road  running  parallel  to  ' 
the  canal,  that  would  have  been  payable  to  the 
state,  if  such  property  other  than  baggage  had 
been  transported  on  any  such  canal ;  and  every 
such  company  shall  make  returns,  at  such  timet  - 
and  in  such  manner  as  the  commissioners  of  the 
canal   fund  shall  prescribe,  of  all  the  property 
transported  on  its  railroad,  except  ordinary  bag- 
gage of  passengers  J  and  the  said  commissioners   ] 
are  authorised  and  required  to  prescribe  the  man-  ~ 
ner  in  which  such  tolls  so  payable  to  the  o«)>*l 
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fund  by  such  company,  shall  be  collected  and 
:,  paid,  and  to  enforce  the  collection  and  payment 
thereof,  and  to  make  each  regulations  as  they 
shall  deem  proper  for  tl  at  purpose ;  and  every 
such  company  that  shall  neglect  or  refuse  to  com- 
^  ply  with  any  such  regulations,  shall  forfeit  to  the 
people  of  this  State  the  sum  of  Ave  hundred  dol- 
lars for  every  day  it  shall  so  neglect  or  refuse ; 
and  in  every  case  of  such  forfeiture,  it  shall  be  the 
duty  of  the  attorney  general  to  prosecute  such 
company  for  the  penalty,  in  the  name  of  the  peo- 
ple. 

^  30. — Every  eonductor,  baggage  master,  engi- 
neer, brakeman,  or  other  servant  of  any  railroad 
corporation  employed  in  a  passenger  train,  or  at 
stations  for  passengers,  shall  wear  upon  his  hat  or 
cap  a  badge,  which  shall  indicate  his  oflSce,  and 
the  initial  letters  of  the  style  of  the  corporation 
by  which  he  is  employed.  No  conductor  or  col- 
.  lector  without  such  badge  shall  be  entitled  to  de- 
mand.oi  receive  from  any  passenger  any  fare  or 
to  exercise  any  of  the  powers  of  his  office  ;  and  no 
officer  or  servant,  without  such  badge,  shall  have 
authority  to  meddle  or  interfere  with  any  passen- 
ger, his  baggage  or  property. 

^  31. — Every  Railroad  corporation  formed  un- 
--  der  this  act,  shall  make  an  annual  report  to  the 
state  engineer  and  surveyor  of  the  operations  of 
the  year  ending  on  the  thirtieth  day  of  Septem- 
ber ;  which  report  shall  be  verified  by  the  oaths  of 
the  treasurer  or  president,  and  acting  superinten- 
dent of  operations,  and  be  filed  in  the  office  of  the 
state  engineer  and  surveyor  by  the  first  day  of 
December  in  each  year,  and  shall  state : 

1. — The  amount  of  capital  as  by  charter ; 

2. — The  amount  of  stock  subscribed  ; 

3. — The  amount  paid  in  as  by  last  report ; 

4. — The  total  amount  now  of  capital  stock  paid 

in;  ,    .  ...  .  ^,. 

5. — The  funded  debt  by  last  report;' "'■*'"■    - 

6. — The  total  amount  now  of  funded  debt ; 

7. — The  floating  debt  as  by  last  report ; 

8.— The  amount  now  of  floating  debt ; 

9. — The  total  amount  now  of  lunded  and  float- 
ing debt ; 

10.— The  average  rate  per  annum  of  interest  on 
funded  debt. 
,  '^.    ,  Cost  of  Road  and  Equipment. 

ii.— For  graduation  and  masonry  by  last  re- 
port; 

12. — The  total  amoimt  now  expended  for  the 
same; 

18. — The  amount  for  bridges  by  last  report ; 

14. — The  total  amount  now  expended  for  the 
same; 

Ig. — The  amount  for  superstructure,  including 
iron,  by  last  report ; 

16. — Total     amount    now    expended    for    the 
same  ; 

17. — For  passengers  and  freight  stations,  buil- 
ding and  fixtures,  by  last  report ; 

18. — Total    amount   now   expended    for     the 
same; 

19. — For  engine  and  car  houses,  machine  shops, 
and  machinery  and  fixtures,  by  last  report ; 

20. — Total     amount    now    expended    for    the 
same; 

21. — For  land,  land  damages  and  fences,  by  last 
*  report; 

22. — Total     amount   now   expended    for    the 
■:    same ; 

23. — For  locomotives   and  fixtures  and  snow 
plows,  by  last  report ; 

24. — Total    amount   now   expended    for    the 
same; 

26. — For  passenger  and  baggage  cars,  by  last 
report ; 

26. — Total     amount    low    expended    for    the 
,  same; 

27. — For  freight  cars,  an  by  last  report ; 

28. — Total     amount    now    expended    for    the 
same ; 

29. — For  engineering  and  agencies,  by  last  re- 
port; 

30. — Total     amount   now    expended    for    the 
same; 

81. — Total  cost  of  road  and  equipment.  ^.^  ^^ 


Characteristics  of  Road, 

32. — Length  of  road  ; 

33. — Length  of  road  laid ; 

34. — Length  of  double  track,  including  sid- 
ings; 

36. — Length  of  brjmcbes  owned  by  the  company 
laid; 

36. — Length  of  double  track  on  the  same  ; 

37. — Weight  of  rail  by  yard  on  main  track. 

38. — The  number  of  engine  houses  and  shops; 
of  engines  and  cars,  and  their  character. 

39. — It  shall  also  be  the  duty  of  each  corpora- 
tion to  transmit  to  the  state  engineer  and  sxirveyor 
the  following  maps,  profiles  and  drawing,  exhibi- 
ting the  characteristics  of  thek  roads ;  the  map  to 
show  the  length  and  direction  of  each  straight 
line,  and  the  length  and  radius  of  each  curve  ;  al- 
so the  point  of  crossing  of  each  town 'and  county 
line,  and  the  length  of  line  in  each  town  and  coun- 
ty accurately  determined  by  measurements  to  be 
taken  after  the  completion  of  the  road.  The  pro- 
file to  be  on  the  map,  and  shall  show  the  grade 
line  and  surface  ofgrouud  in  the  usual  method, 
also  the  elevation  of  grades  above  tides  at  each 
change  in  the  inclination  thereof.  The  maps  and 
profile  to  be  made  on  a  scale  of  five  hundred  feet 
to  one-tenth  of  a  foot ;  vertical  scale  of  profile  to 
be  one  hundred  feet  to  one  tenth  of  a  foot.  For 
all  roads  or  parts  of  roads  now  done,  or  in  opera- 
tion, the  said  maps  shall  be  returned  on  or  before 
the  first  day  of  January  next ;  and  for  all  roads 
now  in  progress,  or  which  may  hereafter  be  con- 
structed, the  said  maps  and  profiles  shall  be  re- 
turned witbin  three  months  afler  the  same  or  any 
portion  thereof  shall  be  in  use. 
Doings  of  the  Year  in  Transportation,  and  7\>tal 
Miks  Run. 

40. — Miles  run  by  Passenger  Trains ; 

41. — Miles  run  by  Freight  Trains ; 

42. — The  rate  of  fare  for  passengers,  charged  for 
the  respective  classes  per  mile ; 

43. — Number  of  Passengers  carried  in  Cars ; 

44. — Number  of  miles  travelled  by  Passen- 
gers; 

45. — Number  of  tons  of  two  thousand  pounds  of 
freight  carried  in  Cars ; 

46. — Number  of  miles  carried,  or  total  move- 
ment of  freight  in  mi  les ;  all  to  be  accurately  com- 
piled from  the  daily  records  or  evidences  of  earn- 
ings, manifest  and  way  bills. 

47. — Average  rate  of  speed  adopted  by  ordinary 
Passenger  Trains,  inclading  stops ; 

48. — Average  rate  of  speed  adopted  by  ordinary 
Passenger  Trains,  when  in  motion. 

49.-  -Average  rate  of  speed  adopted  by  Express 
Trains,  including  stops ; 

50. — Average  rate  of  speed  adopted  by  Express 
Trains,  when  in  motion. 

61. — Average  rate  of  speed  adopted  by  Freight 
Trains,  including  stops ; 

52. — Average  rate  of  speed  adopted  by  Freight 
Trains,  when  in  motion. 

63: — Average  weight  in  tons  of  two  thousand 
pounds  of  Passenger  Trains,  exclusive  of  Passen- 
gers and  Baggage ; 

64. — Average  weight  in  tons  of  Freight  Trains, 
exclusive  of  Freight. 

66. — The  amount  of  freight,  specifying  the 
quantity  in  tons,  of  the  products  of  the  forest,  of 
animals,  of  vegetable  food,  other  agricultural  pro- 
duct, manufactures,  merchandise,  and  other  arti- 
cles. 

E.vpenses  of  Maintaining  the  RtHid  or  Real 
Estate  of  the  Corporation. 

66. — For  repairs  of  road-bed,  and  railway,  ex- 
cepting cost  of  iron,  which  Khali  be  the  cost  of 
labor  and  materials  used  during  the  year  ;  also 
use  and  cost  of  engines.engaged  in  ballasting ;  also 
the  renewal  and  repaii  s  of  gravel  and  stone  cars, 
and  all  items  of  cost  connected  with  keeping  the 
road  in  order.  .,..  ,_ 

67. — For  depreciation  of  way; 

68. — Length,  in  feet,  of  iron  used  in  renewals, 
with  weight  and  cost ; 

69; — Repairs  of  Buildings ;      J^tif.  ■■■.  • '     ..: 

60.— Bepairs  of  Fences  and  QatMj 


I     61; — Taxes  on  Real  Estate ; 

62. — Total  expenses  of  maintaining  road  or  real 
estate  for  the  year  ; 

63. — Expenses  of  machinery  or  personal  pro- 
perty of  the  corporation ; 

64.— Repairs  of  Engines  and  Tenders ; 

65.— Depreciation  of  Engines  and  Tenders  ; 

66. — Repairs  of  Passenger  and  Baggage  Cars ; 

67. — Depreciation  of  Passenger  and  Baggage 
Cars ;  . 

68 —Repairs  of  Freight  Cars ;       ' 

69.— Depreciation  of  Freight  Cars  ; 

70. — Repairs  of  tools  and  machinery  in  sh<^  ; 

71. — Incidental  expenses,  including  Fuel,  Oil, 
Clerks,  Watchman  about  shops ; 

72. — Total  expenses  of  repair  of  machinery ; 

73;— Office  expenses,  Stationery  ; 

74. — Agents  and  Clerks ; 

75. — Labor  handling  freight,  loading  and  un- 
loading'; 

76.— Porters,  Watch  and  Switchmen ; 

77. — Wood  and  Water  Station  attendance  ; 

78.— Conductors,  Baggage,  and  Brakemeu  ; 

79. — Enginemen  and  Firemen  ; 

80.— Fuel  (first  cost,  and  labor  preparing  for 
use;) 

81.— Oil  and  waste  for  Engines  and  Ten- 
ders ; 

82. — Oil  and  waste  for  Freight  Cars  ; 

83.— Oil  and  waste  for  Passenger  and  Baggage 
Cars ; 

84. — Loss  and  damage  of  goods  and  baggage ; 

85. — Damages  for  injuries  of  persons  ; 

86. — Damages  to  property,  including  damages 
by  fire,  cattle  killed  on  road  ; 

87. — General  Superintendence; 

88. — Contingencies ; 

89. — Total  expenses  of  operating  road. 

90. — The  above  statements  are  to  be  made  with- 
out reference  to  the  suras  actually  received  or 
paid  during  the  year.  The  following  statement  of 
the  earnings  and  cash  receipts  are  required  ; 

91. — From  Passengers  ;     .        v.    ,   -   . 

92.— From  Freight ; 

93. — From  other  sources ; 

94. — The  above  to  be  stated  without  reference 
to  the  amount  actually  collected. 

95. — Receipts  during  the  year  from  Freight; 

66. — From  Passengers. 

97. — From  other  sources,  specifying  what  in  de- 
tail ; 

98. — P.iyments  for  transportation  expenses ; 

99 — For  interest. 

100. — Dividends  on  stock,  amount  and  rate  per 
cent. 

101.— Payments  to  surplus  fund,  and  the  total 
amount  of  said  fund; 

102. — The  number  of  persons  injured  in  life  and 
limb,  and  the  cause  of  the  injury,  and  whether 
passengers  or  persons  employed; 

Whether  any  such  accidents  have  arisen  from 
carelessness  or  negligence  of  any  persen  in  the 
employment  of  the  corporation,  and  whether  such 
person  is  retained  in  the  service  of  the  corpora- 
tion. 

103.— It  shall  be  the  duty  of  the  SUto  engi- 
neer and  8urveyor{to  arrange  the  information  con- 
tained in  such  reports  in  tabular  form,  and  pre- 
pare the  same,  together  with  the  said  report^,  in  a 
single  document,  for  ,  printing,  for  the  use  of  the 
Legislature,  and  report  the  same  to  the  Legisla- 
ture on  the  first  day  of  its  session  in  each  year. 

104.— All  the  items  under  the  heads  of  expens- 
es of  maintaining  the  road  or  real  estate  of  the 
corporation,  expenses  of  machinery  or  personal 
property  of  the  corporation,  expenses  of  use  of 
road  and  Machinery  or  operating  the  road,  shall 
be  carried  out  under  two  beads,  the  one  showing 
the  cost  of  freight  transportation,  the  other  the 
cost  of  passenger  transportation. 

105. — The  provisions  of  this  section  shall  apply 
to  all  existing  rail-road  corporations :  and  the  re- 
port of  thu  said  existing  rail-road  corporations, 
made  in  pursuance  of  the  provisions  of  this  sec- 
tion, shall  be  deemed  to  be  a  full  compliance  with 
any  existing  law  or  resolution  requiring  annual 
reports  to  l^  made  by  such  corpor»ti(m.  . .    -^.^ 
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()  32. — Any  such  corporation  which  shall  neg- 
lect to  make  the  report  as  is  provided  in  the  pro- 
ceeding section,  shall  be  liable  to  a  penalty  of  two 
hundred  and  fifty  dollars,  to  be  sued  for  in  the 
oamo  of  the  people,  for  their  use. 

^  33. — The  Legislature  may,  when  any  such  rail 
road  shall  be  opened  for  use,  from  time  to  time, 
alter  or  reduce  the  rate  of  freight,  fare  and  other 
profits  upon  such  road  ;  but  the  same  shall  not, 
without  the  consent  of  the  corporation,  be  so  re- 
duced as  to  produce  with  said  profits  less  than  t«n 
per  cent,  per  annum  on  the  capital  actually  ex- 
pended ;  nor  unless  on  examination  of  the  amounts 
received  and  expenued,  to  be  made  by  the  state 
engineer  and  surveyor,  and  the  comptroller,  they 
shall  ascertain  that  the  net  income  derived 
by  the  company  from  all  sources  for  the  year  then 
last  past,  shall  have  exceeded  an  annual  income 
of  ten  per  tent,  upon  the  capital  of  the  corpora- 
tion actually  expended. 

()  34. — Any  such  corporations  shall,  when  ap- 
plied to  by  the  Postmaster  General,  convey  the 
mails  of  the  mails>f  the  United  States  on  their 
road  or  roads  respectively ;  and  in  case  such  cor- 
poration shall  not  agree  as  to  the  rate  of  transpor- 
tation therefor,  and  as  to  the  time,  rate  of  speed, 
manner  and  condition  of  carrying  the  same,  it 
shall  be  lawful  for  the  Governor  of  this  State  to 
appoint  three  commissioneis,  who,  or  a  majority 
of  them,  after  fifteen  days'  notice  in  writing  of 
the  time  and  place  of  meeting  to  the  corporation, 
shall  determine  and  Ox  the  prices,  terras,  and  con- 
ditions aforesaid  ;  but  such  price  shall  not  be  less 
for  carrying  said  mails  in  the  regular  passenger 
trains,  than  the  amount  which  such  cor(>oration 
would  receive  as  freight  on  a  like  weight  of  mer- 
chandise transported  in  their  merchandise  trains, 
and  a  fair  compensation  for  the  Post  Office  car.  ~ 
and  in  case  the  Postmaster  General  shall  require 
the  mail  to  be  carried  at  other  hours,  or  at  a  high- 
er .speed  than  the  passenger  trains  are  run,  the 
corporation  shall  furnish  ao  extra  train  for  the 
mail,  and  be  allowed  an  extra  compensation  for  the 
expenses,  and  wear  and  tear  thereof,  and  for  the 
service  to  be  fixed  as  aforesaid. 

()  35. — If  any  passenger  shall  refusu  to  pay  his 
fare  it  shall  be  lawful  for  the  Conductor  of  the 
train,  and  servants  of  the  corporation  to  put  him 
and  his  baggage  out  of  the  cars,  using  no  unneces- 
sary force,  at  any  usual  stopping  place,  or  near 
any  dwelling  house,  as  the  Conductor  shall  elect, 
on  stopping  the  train. 

<)  36. — Every  such  corporation  shall  start  and 
run  their  cars  for  the  transi)ortation  of  pa.ssengers 
and  property,  at  regular  time;*,  tobt;  fi.\ed  by  pub- 
lic notice ;  and  shall  furnish  sufficient  accommo- 
dation for  the  transportation  of  all  such  passen- 
gers and  property,  as  shall  within  a  reasonable 
time  previous  thereto  being  offered  for  transporta- 
tion at  the  place  of  starting  and  the  junctions  of 
other  railroads,  and  at  usnal  stopping  places  es- 
tablished for  receiving  and  di.scharging  way  pas- 
sengers and  freights  for  that  train;  and  shall  take 
transport  and  discharge  such  passenger  and  pro- 
perty at,  from,  and  to  such  places,  on  the  due  pay- 
ment of  the  freight  or  fare  legally  authorized  there 
for ;  and  shall  be  liablo  to  the  party  aggrieved,  in 
an  action  for  damages,  for  any  negiect  or  refusal 
in  the  premises. 

<^  87. — A  check  shall  be  affixed  to  every  parcel 
of  baggage,  when  taken  for  transportation  by  tho 
agent  or  servant  of  such  corporation,  if  there  is  a 
handle,  loop,  or  fixture,  so  that  the  same  can  be 
attached  upon  the  parcel  of  baggage  so  ofiered  for. 
transportation,  and  a  duplicate  thereof  given  to 
the  passenger  or  person  delivering  the  8am»  on 
his  behalf ;  and  if  such  check  be  refused  on  de- 
mand, the  corporation  shall  pay  to  such  passenger 
the  sum  often  dollars,  to  be  recovered  in  a  civil 
action ;  and  further  no  fare  or  toll  shall  be  col- 
lected or  received  from  such  passenger,  and  if  such 
passenger  ihall  have  paid  hia  fare,  the  same  shall 
be  refunded  by  the  conductor  in  charge  of  the 
train ;  and  on  producing  such  check,  if  his  bag- 
gage shall  not  be  delivered  to  him.  he  may  him- 
self be  a  witness  in  any  suit  brought  by  bim,  to 
prove  the  contents  and  value  of  said  baggage. 


^  38. — In  forming  a  passenger  train,  baggage, 
freight,  merchandize  or  lumber  shall  not  be  plac- 
ed in  rear  of  the  passenger  cars,  and  if  they  or  any 
of  them  shall  be  so  placed  the  officer  or  agent  who 
so  directed,  or  knowingly  suffered  such  arrange- 
ment, and  the  condutorof  the  train,  shall  be  deem- 
ed guilty  of  a  misdemeanor  and  be  punished  ac- 
cordingly. 

^  39. — A  bell  shall  bo  placed  on  each  locomotive 
engine,  and  be  rung  at  the  distance  of  at  least 
eighty  rods  from  the  place  where  the  railroad 
shall  cross  any  travelled  public  road  or  street,  and 
be  kept  ringing  until  it  shall  have  crossed  such 
road  or  street ;  or  a  steam  whistle  shall  be  attach- 
ed to  each  locomotive  engine,  and  be  sounded  at 
least  eighty  rods  from  the  place  where  the  rail- 
road shall  cross  any  such  road  or  street,  except  in 
cities,  and  be  sounded  at  intervals  until  it  shall 
have  crossed  such  road  or  street,  under  a  penalty 
of  twenty  dollars  for  every  neglect  of  the  provi- 
sions of  this  section,  to  be  paid  by  the  corporation 
owning  the  railroad,  to  be  sued  for  by  the  district 
attorney  of  the  county  within  ten  days  after  such 
penalty  was  incurred  ;  ene-half  thereof  go  to  the 
informer,  and  the  other  balf  to  the  county ;  and 
said  corporation  shall  also  be  liable  for  all  dam- 
ages which  shall  be  sustained  by  any  person  by 
reason  of  such  neglect,  one-half  of  which  penalty 
shall  be  chargeable  to,  and  collected  by  the  com- 
pany, of  the  engineer  having  charge  of  the  train, 
where  the  omission  of  duty  consists  in  not  sounding 
the  whistle  or  ringing  the  bell. 

()  40. — Every  such  corporation  shall  cause 
boards  to  be  placed,  well  supported  by  posts  or 
otherwise,  and  constantly  maintained  across  each 
travelled  public  road  or  street  where  the  same  is 
crossed  by  the  railroad  on  the  same  level.  Said 
boards  shall  bo  elevated  so  as  not  to  obstruct  the 
travel,  and  to  be  easily  seen  by  travellers  ;  and 
on  each  side  of  such  boards  shall  be  painted  in 
capital  letters,  ol  at  least  the  size  of  nine  inches 
each,  the  words,  "  Railroad  crossing,  look  out  for 
the  cars."  But  this  section  shaii  not  apply  to 
streets  in  cities  or  villages,  unless  the  corporation 
shall  be  required  to  put  up  such  boards  by  the  of- 
ficers having  charge  of  such  streets. 

^  41. — If  any  person  shall,  wtiile  in  charge  of  a 
locomotive  engine  running  upon  the  railroad  of 
any  such  corporation,  or  while  acting  as  the  con 
ductor  of  a  car  or  train  of  cars  on  any  such  rail 
joad,  be  intoxicated,  he  shall  be  deemed  guilty  of 
a  misdemeanor. 

^  42. — If  any  person  or  persons  shall  wilfully  do 
or  cause  to  be  done,  any  act  or  acts  whatever, 
whereby  any  building,  construction  or  work  of  any 
railroad  corporation,  or  any  engine,  machine  or 
structure,  or  any  matter  or  thing  ajipcrtaining 
/o  the  same,  shall  be  stopped,  obstructed,  impair- 
ed, weakened,  injured  or  destroyed,  the  person  or 
persons  so  offending  shall  be  guilty  of  a  misde- 
meanor, and  shall  forfeit  and  pay  to  the  said  cor- 
poratior.  treble  the  amount  of  damages  sustained 
by  means  of  such  offence. 

()  4-3. — All  penalties  imposed  by  this  act  may  he 
sued  for  in  the  name  of  the  people  of  the  State  of 
New  York ;  and  if  such  penalty  be  for  a  sum  not 
exceeding  one  hundred  dollars,  then  such  suit 
may  bo  brought  before  a  justice  of  the  peace,  and 
may  be  commenced  by  serving  a  summons  on  any 
director  of  such  company. 

()  44. — Every  corporation  formed  under  this  act 
shall  erect  and  maintain  fences  on  the  sides  of 
their  road,  of  the  height  and  strength  of  a  division 
fence  required  by  law,  with  openings  or  gates  or 
bars  therein,  and  farm  crossings  of  the  road  for 
the  use  of  the  proprietors  of  lands  adjoining  such 
railroad  ;  and  also  construct  and  maintain  cattle- 
guards  at  all  road  crossings,  suitable  and  sufficient 
to  prevent  cattle  and  animals  from  getting  on  to 
the  railroad.  Unless  such  fences  and  cattle-guards 
shall  be  duly  made,  the  corporation  and  its  agents 
shall  be  liable  for  all  damages  which  shall  be  don*; 
by  their  agents  or  engines,  to  cattle,  horses,  or 
other  animals  thereon;  and  after  such  fences  and 
guards  shall  be  duly  made  and  maintained,  the 
corporation  shall  not  be  liable  for  any  such  dama- 
ges, unless  negligeQtly  or  wilfully  done;  and  if  any 


person  shall  ride,  lead,  or  drive  any  horse  or  oth- 
er animal  upon  such  road,  and  within  such  fences 
and  guards,  other  than  at  farm  crossings,  without 
the  consent  of  the  corporation,  he  shall  for  every 
such  offence  forfeit  a  sum  not  exceeeding  ten  dol- 
lars, and  shall  also  pay  damages  which  shall  be 
sustained  thereby  to  the  party  aggrieved.  It  shall  - 
not  be  lawful  for  any  person,  other  than  those 
connected  with  or  employed  upon  the  railroad,  to 
walk  along  the  track  or  tracks  of  any  railroad, 
except  where  the  same  shall  be  laid  along  public 
roads  or  streets. 

^  46. — Every  corporation  shall  within  a  reason- 
able time  after  their  road  shall  be  constructed, 
cause  to  be  made  : 

A  map  and  profile  thereof,  and  of  the  land  tak- 
en or  obtained  for  the  use  thereof,  and  file  the 
same  in  the  office  of  the  state  engineer  and  sur- 
veyor ;  and  also  like  ma^fs  of  the  parts  thereof  lo- 
cated in  different  counties,  and  file  the  same  in 
the  offices  for  recording  deeds,  in  the  counties  in 
which  parts  of  said  road  shall  be.  Every  such 
map  shall  be  drawn  on  a  scale,  and  on  paper,  to 
be  designated  by  the  state  engineer  and  surveyor, 
and  certified  and  signe  1  by  the  president  or  engi- 
neer of  such  corporation. 

^  46. — In  case  any  passenger  on  tny  railroad 
shall  be  injured  while  on  the  platform  of  a  car,  or 
on  any  baggage,  wood,  ©r  freight  car,  in  violation 
of  the  printed  regulations  of  the  company  posted 
up  at  the  time  in  a  conspicuous  place  inside  of  its 
passenger  cars  then  in  the  train,  such  company 
shall  not  be  liable  for  the  injury ;  provided,  said 
company  at  the  time  furnished  room  inside  its 
passenger  car  sufficient  for  the  proper  accommo- 
dation of  the  passengers. 

^  47. — If  any  corporation  formed  under  this  act 
shall  not,  within  two  years  after  its  articles  of  as- 
sociation are  filed  and  recorded  in  the  office  of  the 
Secretary  of  State,  begin  the  construction  of  its 
road,  and  expend  thereon  ten  per  cent,  on  the 
amount  of  its  capital,  or  shall  not  finish  the  road 
and  put  it  in  operation  in  five  years  from  the  time 
of  filing  its  articles  of  association  as  aforesaid,  its 
corporate  existence  and  powers  shall  cease. 

<)  48. — The  Legislature  may  at  any  time  Annul 
or  dissolve  any  corporation  formed  under  this  act; 
but  such  dissolution  shall  not  take  away  or  impair 
any  remedy  against  any  such  corporation,  its 
stockholders  or  officers,  or  any  liability  which 
have  shall  been  previously  incurred. 

()  49 — All  existing  railroad  corporations  within 
this  State  shall  respectively  have  and  possess  all 
the  powers  and  privileges  contained  in  this  act ; 
and  they  shall  be  subject  to  all  the  duties,  lia- 
bilities and  provisions  not  inconsistent  with  the 
provisions  of  their  charter,  contained  in  section 
nine,  thirteen,  fourteen,  fifteen,  sixteen,  seventeen, 
eighteen,  nineteen,  twenty,  twenty-one  twenty- 
three,  twenty-four,  twenty-five,  twenty-six,  twenty- 
seven,  twen*y-eight,  (except  sub-division  nine,) 
thirty,  thirty-one,  thirty-two,  thirty-three,  thirty- 
four,  thirty-five,  thirty-six,  thirty-seven,  thirty- 
eight,  thirty-nine,  forty,  forty-one,  forty  two,  for- 
ty-three, forty-four,  forty-five,  forty-six,  of  this  act. 

^  60. — The  act  entitled,  "  An  act  to  authorize 
the  formation  of  railroad  corporations,"  passed 
March  26, 1848,  and  the  acts  amending  the  same, 
are  hereby  repealed ;  but  all  railroad  companies 
formed  under  said  act  are  hereby  continued  in  ex- 
istence, in  the  same  manner  as  if  said  acts  were 
not  repealed,  and  such  companies  shall  be  subject 
to  all  the  provisions,  and  shall  have  the  same 
powers,  rights  and  privileges,  and  bo  subject  to 
the  same  duties,  as  if  they  had  been  incorporated 
under  this  act ;  and  the  time  limited  by  said  act, 
for  the  expenditure  of  ten  per  cent,  of  their  capi- 
tal stock  ;  and  the  time  limited  in  said  section  of 
said  law  for  their  completion,  is  hereby  extended 
to  five  years  ftom  the  passage  of  this  act ;  and  also 
the  time  for  completing  any  railroad  organized 
previous  to  March  27,  1848,  whose  road  was  un- 
der contract  prior  to  February  1, 1850,  to  be  com- 
pleted within  the  time  prescribed  by  its  charter, 
is  hereby  extended  for  one  year. 

<J  51. — Nothing  in  this  act  contained  shall  au- 
thorize or  permit  the  New  York  and  Erie  Railroad 
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Company  to  abasdoc  the  use  of  their  road  in  the 
county  of  Rockland,  east  of  Suffern's  depot. 
^  62. — This  act  shall  take  effect  immediately. 

pblladelpliia,    Mrilmlngton    and    Baltimore 
Railrottfl. 

The  Philadelphia,  Wiliniogtou  and  Baltimore 
Kailroad  Company  have  omitted  their  usual  Au- 
gust dividend,  assigning  therefor  the  following 
reasons : 

''  The  net  earnings  of  the  Philadelphia,  Wilming- 
ton and  Baltimore  Railroad  Company,  for  the  six 
months  ending  August  21,  1854,  have  been,  after 
deducting  the  usual  appropriation  to  Renewal 
Fund,  of  S30,000,  a  little  over  three  per  cent.  The 
company  have  on  hand  and  unsold  S190,000  of 
bonds,  authorized  to  be  isiiued  in  January,  1853, 
for  improvements,  other  than  the  bridge  and 
double  track.  These  improvements  liave  already 
been  made  and  paid  for,  by  using  from  time  to 
time  the  earnings  of  the  road,  and  by  the  creation 
of  a  floating  debt,  which  has  been  conveniently 
carried  at  six  per  cent,  interest  till  the  late  unpar- 
alleled stringency  in  the  money  market.  This 
company  also  has  in  available  means,  besides  the 
aforesaid  bonds,  such  as  real  estate,  steamboats, 
stocks,  &c.,  about  $360,000,  which  property  it 
was  the  intention  of  the  Directors  to  dispose  of, 
from  time  to  time,  and  apply  the  proceeds  to  pay 
the  floating  debt  and  reimburse  the  Treasury  for 
improvement,  but  they  have  not  been  able  to  dis- 
po:>e  of  it  without  too  great  a  loss.  Rather  than 
sacrifice  the  property  by  putting  it  into  the  mar- 
ket in  its  present  depressed  state  and  thus  reim- 
burse the  Treasury  for  the  earnings  used  on  im- 
provements, the  Directors  have  concluded  to  post- 
pone declaring  any  dividend  till  January  next, 
when  they  have  no  doubt  they  will  be  in  a  condi- 
tion to  pay  the  usual  dividend." 


Great  Railroad    Traffic  West. 

The  passenger  business  of  the  Chicago  and  Ga- 
lena Railroad  for  September,  will  probably  show 
a  gain  of  60  per  cent,  over  any  previous  month, 
and  double  the  business  of  August.  The  freight 
business  is  also  largely  increased,  and  would  have 
been  much  greater  but  for  the  insufliciency  of  sto- 
rage for  grain  in  this  city.  Altogether  the  receipts 
will  sbow  figures  running  pretty  well  up  to 
$150,000. 

The  Chicago  and.Rock  Island  Road  shows  a  cor- 
responding increase.  Notwithstanding  the  first 
named  road  has  been  finished  to  Scales'  Moand, 
within  twelve  miles  of  Galena,  and  also  that  the 
Chicago  and  Mississippi  Railroad  has  taken  off 
nearly  all  the  direct  travel  and  freight  between  this 
city  and  Bloomington,  Springfield,  Alton  and  St. 
Louis,  the  Rock  Island  Road  has  about  all  that 
it  can  do.  It  has  been  far  more  successful  than 
its  most  sanguine  friends  had  predicted.  Already 
it  has  brought  to  the  city  a  large  part  of  the  trade 
of  Iowa,  and  when,  in  another  year,  it  shall  cross 
the  Mississippi  on  a  bridge,  and  penetrate  the 
centre  of  the  young  State  beyond,  its  business 
will  be  doubled  or  trebled. 

The  Chicago  and  Mississippi  Railroad  has  been 
finished  but  a  short  time,  and  its  business  has 
been  increasing  rapidly.  Its  through  business  is 
very  large,  and  its  way  trade  must  grow  very  ra- 
pidly for  many  years,  98  it  passes  through  and 
opeus  a  section  of  ceuutrj-  that  is  now  thinly  in- 
habited, but  which  will,  within  a  few  years,  by 
reason  of  the  unsurpassed  foilility,  be  an  almost 
uninterrupted  garden. 

The  Illinois  and  Wisconsin  roa'l  is  increasing  its 
business  very  much.  We  learn  that  enough  iron 
is  expected  here  tbis  week  to  complete  the  line 
to  Fox  River,  and  that  it  will  probably  be  extend- 
ed to  Crystal  Lake  before  winter  sots  in.  Its  busi- 
ness will  quadruple  what  it  now  is,  as  soon  as  the 
track  is  laid  to  Fox  River,  as  McHenry  County 
has  a  much  larger  surplus  of  grain  to  send  to  mar- 
ket than  ever  before,  and  it  nearly  all  seeks  this 
route  as  its  outlet. 

The  Chicago  and  Aurora  Road  has  largely  in- 
creased its  business,  especially  in  freights.  Its  pas- 


senger business,  when  it, shall  penetrate  to  the 
centre  of  the  Military  Tract,  will  be  immense. 

The  Michigan  Central  and  the  Michigan  South- 
ern Roads  are  taxed  to  their  full  capacity.  Scarce- 
ly a  passenger  train  makes  card  time,  owing  to 
the  immense  number  of  passengers.  Each  have 
eight  trains  of  from  five  to  ten  cars  per  day,  and 
all  run  full.  If  the  business  is  m«iiaged  economi- 
cally, the  stockholders  will  get  large  dividends. 

The  Illinois  Central  Railroad  is  not  in  a  condi- 
tion to  enable  us  to  judge  accurately  of  its  pros- 
pects, as  it  is  completed  only  in  scclions,  and  i  he 
machinery  is  much  used  for  construction  purposes. 
On  the  Chicago  Branch,  between  this  city  and  Ur- 
bana,  there  is  a  steady  increasing  business,  and 
prospects  are  good  for  a  continuance  of  the  same. 
—  CkLago  Tribune. 

RmtlAKtt  Railroad. 

The  gross  earnings  of  the  road  since  the  Trus- 
tees had  been  in  possession,  November  20th,  1863, 
to  August  31,  1854,  were  : 

Passengers $148,710  99 

Freight 143,576  14 

Mails 10,600  00 

Expresses 3,558  72 

Rents 3,727  39 

Miscellaneous 5,193  63 


$310,263  87 
The  Running  Expenses  were  for : 

Passenger  Department $20,821  47 

Freight  Department; 35,422  71 

Fuel  and  Water 44,442  18 

Oil 6,478  67 

Waste 1,205  74 

Miscellaneous 16,762  34 
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And  the  repairs  were:    ■-:   .-, 

Repairs  of  road $46,614  82 

Rail  renewals 17,866  72 

Repairs  of  locomotives 28,242  16 

Repairs  of  cars 26,639  67 

Repairs  of  stations,  dtc 4,642  68 


From  the  above  table  it  will  be  seen  that  the 
aggregate  amuuat  of  freight  from  Janesvillo  to 
Milwaukee  exceeds  the  aggregate  amount  from 
Madison  by  $7 ,550  88 ;  that  the  aggregate  amount 
received  at  Madison  for  freight  sent  from  Milwau- 
kee exceeds  that  sent  to  Janesville  by  $6,331  24  ; 
and  the  aggregate  amount  received  for  freights  to 
and  from  Janesville  exceeds  that  to  and  from 
Madi-on  by  $2,219  64. 

The  number  of  tons  of  merchandize  and  the  No. 
of  buhsels  of  grain  to  and  from  Jauesville  are 
greater  than  tbe  above  amounts  by  at  least  one- 
half,  owing  to  the  fact  that  the  price  to  and  from 
Madison  exceeds  that  to  and  from  Janesville  by 
more  than  one-half  For  instance  wheat  from 
Janesville  to  Milwaukee  is  9c  per  bushel :  from 
Madison  14c.  First  class  merchandize  to  Madi- 
son is  30c.  Second  cla^s  25c  per  100  lbs.  First 
class  merchandize  to  Janesville  19c  per  100  lbs. 
Second  class  16c. 

These  figures  are  full  of  promise  for  the  great 
enterprise  of  pushing  the  iron  track  into  South- 
western Wisconsin. — Milwaukee  Se%, 

Stonlngton   Railroad. 

The  earnings  of  the  Stonington  Railroad  for  the 
financial  year  ending  31st  August,  were  $289,000; 
the  repairs  and  operating  expenses,  $121,000,  or 
42  per  cent. ;  interest  on  the  debt,  $29,000,  capi- 
Ul  $106,000.  Leaving  $17,000  applicable  to  the 
purchase  of  thi  Loans  of  the  Company,  and  a  cash 
balance  of  $16,-300.  The  whole  purchases  of  the 
Loans  of  the  Company,  since  last  report,  amount 
to  $30,000  ;  and  this  leaves  the  outstanding  debt, 
not  owned  by  the  Sinking  Fund,  over  $348,700. 
The  Sinking  Fund  holds  $97,000.  It  is  sUted  in 
the  report,  that  the  road  bas  no  floating  debt,  and 
no  constructive  account  unclosed. 


:£.hr-  --Uv '-■:-■ 'ii^.^.  ■>.,::': '.'V^:-];-    $249,138  03 
LeaviDg  a  balance  of. ... $61,126  84 

JHIlwauUee  aud  Mississippi  Railroad. 

The  gross  receipts  lor  the  month  of  September  on 
the  M.  &  M.  R.  R.  foot  up $00,233  24 

The  total  for  the  eight  months  pre- 
ceding was : 244,294  19 

Giving  a  toUl  for  9  months  of $304,527  43 

In  looking  over  the  figures  for  the  last  month, 
we  are  able  to  give  some  idea  of  the  value  of  the 
Janesville  branch.  If  such  results  are  shown  by 
the  following  figures,  come  from  this  branch  of  8 
miles  now,  what  may  not  be  expected  from  the 
pouring  in  upon  the  M.  &  M.  Railroad  of  tbe  vast 
business  to  be  developed  by  tbe  extension  of  that 
branch  ;  in  other  words — the  Southern  Wisconsin 
Railroad] 

The  following  figures  represent  the  business  of 
4   mouths.     It  should  be  stated  that  during  the 
month   of  August,  the  Madison  business  sutfered 
some  drawback  from  the  sinking  of  the  track. 
Months.  Janesville  to  Mil.    Milwaukee  to  J. 

June $4,012  82 

July 2,188  31 

August 3,117  32  i 

September 8,669  07  . 


•I-  • 


$1,505  77 
4.209  71 
2,804  36 
4.675  30 


Total. r..v»... $18,884  52     "  ^-         $16,255  14 
Total  Janesville  branch— $35,139  66. 
Months.  Madison  to  Mil.     Milwaukee  to  M. 

June $3,460  69  $6,033  46 

July 603  59     v   f       -       4,73177 

August 627  28  I       '        3,835  64 

September 6,662  30         j  ' '  '^--     6,986  6*2 

Total $11,338  64    -J^-        $21,586  38 

Total  Madison  business  $32,920  02. 


Covington  aud  Lexington  Railroad. 

This  road  is  now  completed  to  Paris,  where  it 
meets  the  completed  portion  of  the  Maysville  and 
Lexington  Railroad,  opening  the  heart  of  Kentuc- 
ky to  Cincinnati,  and  to  the  northern  markets,  as 
Well  as  forming  a  ue»v  route  of  travel  between 
Cincinnati  and  Louisville.  Its  immediate  exten- 
sion to  Lexington,  a  distance  of  19  miles,  will  de- 
pend, we  presume,  upon  whether  a  satisfactory 
arrangement  can  be  made  with  the  Maysville 
Road,  the  use"of  which  would  preclude  the  neces- 
sity of  a  parallel  track,  while  with  such,  tbe  for- 
mer would  be  entirely  unproductive.  We  presume 
the  Covington  Company  will  give  for  the  use,  or 
purchase  of  the  {>ortion  of  the  Maysville  Road 
betweea  Paris  and  Li'xington,  twice  what  it 
would  be  worth  to  the  latter,  or  any  one  ehie, 
unless  the  road  be  completed  to  Maysville. 
Should  this  road  fall  into  the  hands  of  tbo  mort- 
gages, we  think  it  probable  that  arrangetuent 
above  suggested  will  be  carried  out.  :•:  -, '. 

The  Covington  and  Lexington  Railroad  is  a  flrtt 
class  work,  in  the  importance  of  its  line,  its  con- 
nections and  pruf>pective  business,  as  well  as  its 
cost.  Tbis  company  is  one  of  the  few  in  Kentucky 
of  recent  date,  that  has  shown  real  pluck  in  the 
management  and  prosecution  of  its  road.  We 
know  its  management  has  been  such  as  to  secure 
the  confidence  of  the  public,  aud  with  this,  suffi- 
cient means  for  the  progress  of  its  road,  even  in 
the  hardest  tim(.s.  Without  such  confidence  it 
must  have  succumbed  to  the  pressure  to  which  all 
western  roads  have  been  subjected.  It  has  now 
overcome  all  its  difficulties,  and  we  doubt  Dot 
that  a  successful  future  opens  before  it. 

The  road  is  to  be  the  grand  avenue  from  Ken- 
tucky to  Cincinnati,  and  the  northern  markets.  It 
is  soon  to  form  the  trunk  of  several  great  lines 
branching  from  Lexington  to  the  southern  Atlan- 
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tic  and  Gulf  cities.  It  wiU  prove  a  work  of  public 
utility,  as  well,  as  a  productive  one  to  its  owners. 
Ii  is  already,  we  learn,  in  the  receipt  of  a  very 
bandisome  income. 


American  liailroad  Journal. 

Saturday,  October  14,  1854. 

To  Railroad  Companies* 

We  invite  attention  of  railroad  companies  to 
the  notices  of  several  railroads  in  our  present  is- 
sue, and  solicit  replies  to  our  inquiries  from  sucb  as 
have  not  favored  us  with  answers.  What  we  desire 
particularly  to  obtain,  are  the  charters  of  railroad 
companies ;  statements  sbowing  their  cost,  earn- 
ings, &c.,  &c.,  for  each  year  since  they  have  been 
in  operation  -  also^showiug  the  date  and  maturity 
of  their  funded  debts ;  also  sbowing  their  present 
financial  condition,  with  an  abstract  of  their  last 
annual  report.  If  companies  will  favor  us  with 
full  sets  of  their  reports  we  will  save  them  the 
necessity  of  making  an  abstract  of  them. 

We  particularly  desire  reports  from  such  com- 
panies as  have  a  history,  as  we  wish  to  publish  first 
in  the  Journal,  statements  in  reference  to  them, 
for  the  purpose  of  giving  opportunities  for  the 
correction  of  any  mistakes  that  may  occur. 

The  statements  already  published  will  show 
the  general  scope  of  the  proposed  work.  Similar 
statements  in  reference  to  every  company  in  the 
United  States  must  constitute  a  very  valuable 
collection,  more  so  to  the  railroad  interest  than 
any  other,  as  it  must  show  in  the  main,  a  very  sa- 
tisfactory result.  A  few  companies  only  are  in 
that  position  which  would  lead  them  to  desire  to 
conceal  the  condition  of  their  afifairs,  and  even 
such  should,we  presume,  knowing  the  impossibility 
of  such  concealment,  make  a  public  exhibition 
of  their  affairs  as  a  matter  of  policy. 

An  interesting  chapter  in  the  Railroad  history 
of  this  country,  will  be  the  peculiar  legislation 
and  policy  that  each  State  has  adopted  in  re- 
ference to  works  of  public  improvement.  We 
have  collected  a  largo  amount  of  information 
upon  this  branch  of  the  subject. 

Krle  Rallroadt 

The  annual  election  for  choice  of  directors  of 
tho  company  was  held  in  this  city  on  the  10th 
inst.  The  following  names  compose  the  board  for 
the  current  year.  The  names  of  the  nevj  directors 
being  in  ilaltcs,  viz  : 

Homer  Ramsdell,  of  Newbarg;  and  Samuel 
Marsh,  William  E.  Dodge,  Shepherd  Knapp,  Cor- 
nelius Smith,  Marshall  0.  Roberts,  Charles  M. 
Leupp,  George  F.  Tallman,  Nelson  Robinson,  and 
Daniel  Drew,  of  New  York  ;  John  Arnot,  of  Elmi- 
ra  Ambrose  S.Murray,  of  Orange,  D.  A  Cushman, 
WiUiam  B.  Skikmore,  Louis  Von  Hoffman,  Chas. 
Moraji,  and  Ralph  Meade,  of  Now  York. 

Tho  above  ticket  received  about  three-fourths  of 
tho  votes  cast,  which  were  equal  to  40,000  shares 
or  Jour  tenths  of  the  entire  capital  stock. 

Of  tho  new  members  Messrs.  Moran  and  Von 
Hoffman,  were  placed  in  the  direction  out  of  defer- 
ence to  the  foreign  holders  of  the  stock  and  bonds 
of  the  road. 

We  are  immediately  to  have  the  report  of  the 
"Committee  of  investigation."  Whether  wo  are 
to  have  one  from  the  Company,  save  the  annual 
report  to  the  Legislature,  we  are  not  informed. 

We  presume  the  new  board  will  soon  indicate 
its  policy  for  the  future.    There  never  was  a  time 


when  a  position  in  tbu  board  of  directors  involved 
greater  diflSculties  and  responsibilities  than  the 
present.  No  step  can  now  be  taken  by  the  com- 
pany that  will  not  bo  subject  to  the  closest  scru- 
tiny, and  a /a/ j£  one  will  be  almost  immediately 
followed  by  its  legitimate  consequences.  The  first 
thing  to  be  done,  must  be  to  re-establish  the  cred- 
it of  the  company.  The  policy  adopted  for  this 
purpose  must  be  such  as  will  command  tho  assent 
of  an  impartial  public ;  one  that  shall  produce 
the  desired  result  in  the  shortest  time,  and  most 
economical  manner.  If  the  road  can  bo  reinstat- 
ed in  public  confidence,  the  first  difficulty  will  be 
surmounted.  If  in  addition  it  be  well  managed,  it 
can  retain  that  confidence;  for  we  are  certain  that 
with  such  management,  it  can  be  made  produc- 
tive. 

The  directors,  who  are  supposed  to  represent 
the  foreign  interest,  occupy  a  very  delicate  posi- 
tion. Their  continuance  in  the  board  will  be  tak- 
en  as  satisfactory  evidence  that  the  interest  they 
represent  is  properlj  protected.  They  thus  in  a 
manner  become  responsible  for  the  acts  and  poli- 
cy of  the  company.  If  on  the  other  hand  they  be- 
come dissatisfied  with  a  management  which  they 
cannot  control,  they  will  feel  bound  to  resign, 
which  may  place  matters  in  a  condition  worse 
than  any  previous  one.  However,  we  hope  every- 
thing will  go  right ;  and  that  the  new  board  will 
not  only  act  in  entire  harmony  with  each  other, 
but  for  the  interest  of  all  concerned. 

Sbare   aud  Aloney  Markett     ,  "  '.-y 

The  shaie  market  continues  without  material 
alteration.  There  is  but  little  speculative  feeling, 
aud  cannot  be,  so  long  as  prices  of  unquestioned 
securities  remain  at  a  low  figuro.  Wherever  there 
is  a  disposition  to  buy,  first  class  securities  are 
taken  hold  of  instead  of  fancies;  the  former  being 
as  low  as  were  the  latter  a  year  or  two  since.  Till 
the  market  is  relieved  of  the  load  pressing  upon 
it,  there  cannot  bo  any  great  improvement  in  pri- 
ces. Money  is  not  difficult  to  bo  had  in  the  ordi- 
nary operations  of  business,  but  railroads  and  si- 
milar enterprizes  are  compelled  to  pay  high  prices 
for  it. 

There  coutinucs  to  be  a  st'.'ady,  though  mode- 
rate demand  for  first  class  securities,  both  for  do- 
mestic and  foreign  markets,  the  infiuence  of  which 
will,  we  think,  soon  begin  to  be  seen,  in  a  general 
improvemeni  in  prices.    '  :'    V*  rr?;-   'V.-* 

The  earnings  of  railroads  for  September  as  far 
as  received,  are  as  follows  :  .       ;,. 

Pennsylvania  R.  R.      V-'      -^ 
Receipts  of  the  road  for  the  month  ^       ••>■■■;■■ 

ending  Sept.  30th,  1854 §294,476  08 

Same  period  hist  year 260,036  76 


Increase S34,439  22 


Receipts   from  Jan.  1  to  Sept.  80, 

1854 $2,726,493  29 

Same  period  last  year 2,104,906  53 


Increase $620,586  76 

Indianapolis  and  Cincinnati  R.  R. 
The  receipts  of  this  road  for  the  month  of  Sep- 
tember, were  as  follows : 

Passengers $16,089  44 

Freight 15,02190 

Express ^ 274  40 


Michigan  Central  R.  R. 
The  earnings  of  the  Michigan  Cential  Railroad 
for  September,  1853  and  1854,  compare  as  fol- 
lows ; 

-•        1863.  ''^=«iii  Gain. 

Passengers..   $104,445  77  $135,846  87  $31,401  10 

Freight 74,629  03      81,560  30      6,921  27 

Miscellaneous      3,625  00        7,838  56      4,313  56 


Totals  . .  $182,599  80  $225,236  73  $42,635  93 

Chicago  and  Rock  Island  R.  R.  *    : 

The  earnings  of  this  road  for  September  were : 

Passengers $76,303 

Mail 56,459   .  ....- 


^   r:    -'-v   Total $132,762      '^i    '■■ 

Hudson  River  R.  R. 
The  earnings  of  this  road  for  Septem- 
ber were $149,143 

September,  1863 134,079 


Increase 16,064 

Macon  and  Western  R.  R. 
The  earnings  of  the  Macon  and  Western  Rail- 
way Co.  for  Sept.,  were;        =-'  1-  ';    .   / "     f'''^-' 

Passengers ....$8,314  80 

Mail 1,027  42 

Freight 10,279  82 


;-'■  •  Ji.    •.;::!       $19,622  04 

Corresponding  month  last  year.  24,427  15 


Decrease  (25  per  cent.) $4,805  14 

Eaton  and  Hamilton  Railroad. 


The  earnings  of  this  line  for  seven 
the  fiscal  year,  1864,  compared  with 
time,  are  as  follows: 

^^ijii.fT     1868. 

February $6,826  47 

March 6,066  36 

April 5,097  66 

May 6,741  76 

June 6,036  86 

July 4,879  21 

August 6,064  18 


months  of 
1863,  same 


$41^10  39 


K\^' 


1854. 
$11,624  44 
10,721 
7,932 
8,076 
7,461 
6,188  64 
8,068  79 

$60,073  02 
41,710  39 


02 
93 
66 
64 


Total........... $31,386  74 


Increase,  44  per  cent $18,362  63 

Knirlneerii*  and  Surveyors'  Inatmmeuta. 

During  the  last  few  years  the  rapid  advance  in 
real  estate,  caused  by  the  great  influx  of  emigrants 
and  the  impetus  given  to  the  onstruction  of  plank 
roads  and  Railroads  by  the  liberal  supply  of  capi- 
tal, created  a  demand  from  Engineers'  and  Survey- 
ors' for  the  instruments  which  it  is  necessary  for 
them  to  use,  never  before  equalled  in  this  country. 
As  our  advertising  column.<)  will  bear  testimony, 
the  manufacture  of  these  instruments  has  become 
an  important  business  in  the  United  States,  al- 
though it  is  but  a  few  years  since  all  our  transits, 
levels,  etc.,  were  obtained  from  Europe. 

Mr.  Wm.  J.  Young  has  a  very  large  manufac- 
tory in  Philadelpeia,  and  we  are  glad  to  know  that 
his  instruments  have  obtained  a  wide  celebrity  as 
affective  aids  to  Scientific  Engineering.  His  bu- 
siness is  also  flourishing,  notwithstanding  the  "dull 
times"  of  the  past  few  months.  We  take  pleasure 
in  commending  him  to  the  attention  of  our  friends 
who  visit  that  city  or  who  find  it  convenient  to 
order  their  instruments  from  him. 

In  this  city  is  a  manufactory  and  importing 
house  of  high  repute  which  we  omitted  to  mention 
in  our  enumeration  a  few  days  since.  We  refer  to 
Messrs.  Albert  Cooke  db  Co.,  John  st,  whose  ad> 
yertisement  has  been  noticed  in  the  JournaX  for 
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some  time.  TLis  coDcern  is  very  centrally  located 
in  the  business  portion  of  our  city  and  will  be 
found  convenient  for  many  strangers  and  otbers 
who  may  be  in  want  of  instruments. 


Fulton  Ctir  Worlca,  Sanduaky,  Oblo. 

These  works  are  much  mere  extensive  than  we 
had  supposed.  Sandusky  is  a  thrivuig  Lake  city 
of  about  10,000  people,  admirably  situated  for  the 
easy  distribution  of  the  products  of  her  manufac- 
tories  to  the  South  and  West.  Contiguous  forests 
which  skirt  the  Lake,  furnibh  excellent  timber 
for  the  manufacture  of  cars ;  while  the  iron 
required  for  the  running  porti«  us  is  found  of 
the  best  quality,  within  convenient  distance.  Di- 
rect connections  by  railway,  with  Cincinnati, 
Cleveland,  Newark,  and  thence  with  all  portions 
of  the  East,  South,  and  West,  and  with  the  North 
by  water,  render  the  transmission  of  cars  to  any 
part  of  the  country  with  great  facility  an  easy 
task.  These  works,  we  are  informed  have  now 
all  the  orders  they  are  enabled  to  execute,  and 
Mr.  W.  W.  Wetherell,  the  proj)rietor,  is  erecting 
new  and  very  extensive  works  to  meet  the  increas- 
ing demand.  The  new  works  will  occupy  about 
three  acres  of  land  in  a  lot  some  330  by  400  feet, 
and  comprise  the  following  buildings,  viz ; 

Foundry  (of  stone)  80  feet  by  80. 

Machine  Shop  (of  brick,  2  stories)  44  feet  by 
•  :  170. 

Building  Shop  (of  wood,  2  stories)  60  feet  by 
120. 
.-     Paint  Shop  (of  wood,  1  story)  60  feet  by  i:iO. 

Blacksmith  Shop  (of  stone,  1  story)  44  feet 
by  80. 
When  completed  these  works  will,  with  the  pre- 
sent facilities,  enable  the  Fulton  Iron  and  Car 
Works  to  furnish  fifty  passenger  and  five  hundred 
freight  cars  per  annum,  being  about  S500,000 
worth  of  work.  From  the  above  it  will  be  seen 
that  these  works  manufacture  their  own  wheels 
and  machinery  and  have  the  best  facilities  for  car- 
rying the  business  forward  iu  all  its  branches. 


Kew  Haven  Kallroad* 

The  law  of  the  State  of  New  York  requires 
(under  a  penalty)  every  Railroad  Company  to 
make  annual  returns  of  the  condition  of  their 
road  and  the  state  of  their  affairs,  in  a  prescribed 
manner,  to  the  Legislature,  under  the  sanction  of 
the  oath  of  the  President,  or  some  responsible  of- 
ficer. For  the  year  ending  September  30th,  1853, 
the  New  Haven  Company  made  no  such  report ; 
though  it  has  been  accustomed  to  do  so  for  pre- 
vious years.  The  reason  we  suppose  was,  that  the 
peculations  of  Schuyler  had  conimenced,^but  he 
had  either  too  much  caution,  or  too  much  con- 
science to  perjure  himself,  as  he  would  have  been 
compelled  to  do,  had  he  concealed  his  frauds.  But 
Schuyler  was  only  one  of  eight  directors,  and  kis 
act  in  making  the  usual  report  was  simply  executive, 
as  the  servant  of  the  directors.  Now  we  should 
like  to  ask  the  directors,  why  no  report  was 
made  1  They  know  the  laxv.  Their'  haiit  has 
been  to  make  an  annual  statement.  There  must 
therefore  have  been  some  reason  for  the  ex- 
traordinary omission.  Did  they  know  or  suspect 
any  thing  to  be  wrong,  which  they  were  unwilling 
to  have  exposed  1  What  reason  had  they  for  their 
silence  1  Why  did  they  not  in  the  usual  man- 
ner direct  Schuyler  to  make  oat  the  required 


statement  1  Was  their  neglect  the  result  of  in- 
attention or  indiflerence  1  We  should  like  some 
explanation.  It  may  throw  important  light  upon 
the  question  of  liability  for  the  losses  from  tak- 
ing the  fraudulent  stock.  If  the  directors  have 
omitted  the  usual  and  customary  precautions,  pre- 
scribed as  checks  upon  just  such  frauds  as  have 
been  committed,  are  not  such  omissions  to  tell 
either  against  themselves,  or  the  company  they 
represent  1 

The  directors  must  take  one  Aorn  of  the  dilem- 
ma. They  must  admit  that  there  was  a  cause  for 
not  making  the  customaiy. report  for  1853,  and 
explain  the  reason  for  its  omission,  or  they  must 
say  that  they  took  no  interest  in  the  compauy,  but 
left  it  entire'y  to  the  tender  mercies  of  Schuyler  ; 
even  after  they  must  have  seen  that  he  had  sap- 
ped its  veiy  vitals. 

■:^■.i■ ^_;.J.-/-..-. 

Reading  Railroad* 

The  Reading,  is  the  only  railroad  in  this  coun- 
try which  can  fairly  bo  matched  viitii  English 
Roads,  either  in  cost  or  amount  of  earnings.  The 
latter  for  the  current  year  now  about  closed  are 
estimated  at  $4,242,000.  The  read  is  92  miles 
long  and  cost  about  $18,000,000.  The  earnings 
for  the  year  about  closing  are  estimated  at  $4, 
242,000,  equal  to  about  24  per  cent,  upon  its  cost, 
or  $45,000  per  mile.  We  doubt  whether  there  is 
a  road  in  the  world  that  earns  so  much  per  mile ; 
and  but  few  that  earn  so  large  a  per  ccntagc  upon 
its  cost. 


Hevr  Rallroada  In  New  York. 

During  the  present  month  two  very  important 
tributaries  will  be  opened  to  the  Erie  Railroad, 
the  Syracuse  and  Binghamptou,  and  the  Genessec 
Valley  Railroad  which  is  now  completed  from 
Rochester  to  a  point  of  connection  with  the  Buf- 
falo and  Corning  Railroad  at  Avon.  These  open 
ings  will  give  the  two  largest  interior  cities  in  the 
State,  Rochester  and  Syracuse,  direct  access  to 
New  York  over  the  New  York  and  Erie,  and  will 
undoubtedly  throw  upon  it  a  large  amount  of  tra- 
vel from  the  above  cities,  in  addition  to  the  local 
traffic  of  their  routes,  which  naturally  belongs  to 
New  York.  i.v:  ?":•*-■ 

liowrell  MCaclktne  IVorka^ 

Messrs.  Aldrich  &  Calbert,  of  the  late  firm  ef 
Aldrich,  Tyng  &  Co.,  of  Lowell,  Mass.  proprietors 
of  the  Lowell  Machine  Works,  are  now  offering  to 
machinists  and  others,  tools  of  their  manufacture 
of  a  superior  quality,  style,  and  finish.  The  high 
reputation  which  their  works  have  long  enjoyed 
justifies  them  in  anticipating  a  liberal  share  of  pa- 
tronage. 

Lowell  has  long  been  noted  for  the  excellence 
of  her  machinery  and  the  efficiency  of  the  numer- 
ous outfits  which  she  has  furnished  to  shops  in 
other  parts  of  the  country.  A  good  machine  shop, 
well  furnished  with  whatever  tools  may  be  neces- 
sary to  keep  up  its  equipment,  is  a  very  important 
feature  in  the  operation  of  a  Railroad. 


Saratoga  and  waslkiiiiston  Railroad. 

A  meeting  of  the  stockholders  of  the  Saratoga 
and  Washington  Railroad  is  called  for  the  17  th 
instant,  at  Saratoga  Springs,  for  the  purpose  of 
taking  some  action  for  the  payment  of  the 
Second  Mortgage  Bonds  and  interest  falling  due 
OD  the  Ut  day  of  January  next. 


Meinphls  and  Ckaricaton  Railroad. 

The  following  table  shows  the  receipts  and  ex- 
penditures of  this  road  for  the  year  ending  August 
31,  1854. 

Receipts  for  passeDgors....^,*^.* $76,379  25 

Receipts  for  fn  ight '. 88,729  72 

Receipts  for  Mails 2,780  00 

Total  earnings $162,888  97 

Expenses  for  12  months 77,900  45 

Net  earnings  for  12  months $84,988  62 

Ashcrofl  Steam  Gange. 

The  attention  of  those  ubiug  steam  power  is  invitod 
to  an  advertisement  of  the  American  Steam  Qauoe 
Co.,  of  Boston,  iu  this  week's  JourtuU.  This  gauge 
has  an  excellent  reputation  for  the  efficient  per- 
formance of  the  services  which  it  was  invented  to 
accomplish.  It  will  be  seen  that  the  American 
Steam  Gauge  Co.,  have  purchased  the  sole  right 
of  the  patentee,  both  of  this  and  the  "  India  Rub- 
ber" gauge,  which  they  offer  for  sale  on  the  most 
favorable  terms. 


Concord  Railroad  Corporation,  K.  U. 

President, — Isaac  Spalding,  Nashua,  N.  H  ;  Su- 
perintendent,— N.  G.  Upham,  Concord,  N.  H. , 
Treasurer, — N.  P.  Lovering,  Office  No.  7,  Mer- 
chant's Exchange,  Boston. 

Principal  Office,  Concord,  N.  II.;  Transfer  office, 
Boston, — annual  meeting,  Tuesday  preceding  last 
Wednesday. 

Income  account  Is  made  up  semi-annually — 
April  1  and  October  1 . 

Dividends  payable  ditto, — May  1  und  Nov.  1. 

Length  of  main  line,  double  track,  open  for 
tri>ffic,  35  miles. 

Length  of  double  track,  35  miles. 

CHARTER. 

This  Company  was  incorporated  by  the  Legis- 
lature of  New  Ilampshire  in  1835,  and  empowur- 
ed  to  const!  uct  and  maintain  a  railroad,  com- 
mencing at  any  point  at  the  southerly  line  of  the 
State,  in  either  of  the  towns  of  Hudson,  Pclham, 
or  Salem,  or  from  certain  specified  points  in  Dun- 
stable, (Nashua  village,)  so  as  to  enter  on  the  Na- 
shua and  Lowell  Railroad,  thence  to  run  northerly 
to  the  town  of  Concord.  By  the  original  Charter 
and  amendments  thereto,  iu  a<ldilion  to  the 
usual  powers  and  liabilities,  authority  w;is  given 
to  lay  out  the  road  six  rods  wide,  and  to  take  as 
much  more  land  as  might  be  necessary  fur  the 
proper  construction  of  the  road :  to  have  a  capi- 
tal of  ten  thousand  shares,  at  fifty  dollars  per 
share,  ($500,000)  with  liberty  to  increase  the  same 
by  the  creation  of  new  stock ;  to  extend  the 
road  BO  as  to  connect  with  the  Boston  and  Low- 
ell Railroad  whenever  power  so  to  do,  shall  be 
granted  by  the  State  of  Massachusetts,  and  to 
enlarge  their  capital  stock  for  that  purpose.  Other 
provisions  of  the  Charter  reserve  to  the  Legisla- 
ture, if  the  net  income  for  five  years  after  the 
opening  of  the  road  shall  exceed  ten  percent.,  the 
right  to  reduce  the  tolls  so  as  to  produce  only  a 
Tut  income  of  ten  per  cent  for  the  next  five  years ; 
and  to  interpose  in  like  manner  at  the  expiration 
of  any  five  years  ;  forbid  tlic  construction  of 
any  parallel  road,  within  five  miles,  fur  the  period 
of  thirty  years ;  required  Annual  Report  to  the 
Legislature  under  a  peaalty  of  a  sum  not  exceed- 
ing $500 ;  established  the  principal  place  of  busi- 
Des  at  Concord ;  and  prpitj^  tjtat  \ib»  ^ta^{,«fWc| 
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twenty  years  from  tbe  completion  of  the  road  for 
Qse,  may  purchase  tbe  road,  by  paying  the  amount 
expended  and  ten  per  cent,  annual  income  on  the 
same,  if  the  Corporation  shall  not  have  received 
a  net  income  equal  to  twelve  per  cent,  per  annum 
on  their  expenditure.  The  duration  of  the  Char- 
ter (under  a  general  statute)  is  unlimited ;  but  it 
may  be  altered,  amended  or  repealed  at  the  will 
of  the  Legislature.    ' 

CONSTRUCTION. 

Owing  to  the  uncertainty  as  to  tbe  profitable 
extension  of  railroad  lines  into  the  interior,  the 
Concord  Railroad,  notwithstanding  strenuous 
efiforts  on  the  part  of  its  confident  friends,  was  not 
built  until  1842 — seven  years  after  the  Charter 
was  granted.  The  road  was  opened' from  the  State 
Line  to  Manchester,  on  the  1st  of  July,  1842  ;  to 
Hooket  on  the  26th  of  July,  and  to  Concord  on 
tho  7th  of  Sept.  of  the  same  year.  The  laying  of 
a  second  track  was  comtuenced  in  1846,  and  com- 
pleted the  whole  length  of  the  road  in   1848. 

PHYSICAL     FEATURES. 

The  Concord  Railroad  extends  from  Nashua  to 
Concord,  up  the  valley,  and  along  the  left  bank  of 
the  Merimac  River,  a  direct  and  level  route.  The 
length  of  tbe  road  is  35  miles ,  the  maximum 
grade  15  8-10  feet  per  mile  :  the  average  grade  3i 
feet  per  mile:  the  length  of  staight  line  is  19)j^ 
miles.  The  road-bed  is  of  gravel  with 
wooden  snperstructure.  There  are  69  miles  of 
main  double  track  laid  with  heavy  T  rails,  and 
heavy  side  tracks  and  crossings  to  the  extent  of 
8  miles,  and  2,391  ft.  The  line  possesses  amplejac- 
commodations  in  the  way  of  Stations,  Freight  and 
Engine  Houses ,  is  completely  equiped  expendi- 
tures being  annually  made  to  keep  the  track  and 
rolling  stock  in  perfect  order. 

INCREASE  OF    BCSINESS. 

When  its  passenger  trains  first  commenced  run- 
ning, the  Concord  Railroad  had  three  small  en- 
gines, and  run  only  one  passenger  car ;  fixtures, 
stations,  and  everything  connected  with  it  were 
upon  a  corresponding  scale.  Since  that  period  the 
business  of  the  road  has  greatly  increased.  It 
has,  in  connection  with  the  Lowell  and  Nashua, 
and  the  Boston  and  Lowell,  become  to  a  large  ex- 
tent a  trunk  road  ;  aad  this  fact,  together  with  the 
growth  of  the  manufacturing  city  of  Manchester, 
has  augmented  very  rapidly,  increasing  the  busi 
ness  of  the  road  in  an  equal  degree.  The  connect- 
ing road  are  the  Northern— Boston,  Concord  and 
Montreal — Concord  and  Claremont,  and  Concord 
and  Portsmouth  Roads,  which  connect  with  the 
Concord  road  at  Concord  :  The  Manchester  and 
Lawrence  and  the  Merrimack  and  Connecticut 
River  Road,  at  Manchester:  The  Nashua|and 
Lowell— Nashua  and  Worcester  and  the  Wilton, 
and  Nashua  Roads. 

FINANCIAL  CONDITION. 

At  the  annual  meeting  in  1853,  the  capital  stock 
of  the  Concord  Railroad  was  finally  fixed  and 
closed  at  30,000  shares,  or  Sl,500,000.  The  road 
has  been  wholly  built  by  Stock  Subscriptions.  It 
neither  owes  nor  has  ever  owed  a  debt.  From  the 
opening  up  to  1860  the  dividends  were  10  per 
cent.,  and  since  that  year  they  have  averaged  a 
little  over  8  per  cent. — the  reduction  being  owing 
to  the  increase  of  capital  and  diminution  of  the 
rates  of  fare  and  freight.  Dividends  have  always 
been  paid  in  cash.  During  the  years  1847  and 
1848,  $56,571 50  was  taken  froM  the  surplus  earn- 


ings ahd  expended  in  building  the  Depots,  dtc,  in 
Concord,  N.  H.,  and  Engine  Houses  at  Nashua. — 
No  preferred  stock  has  ever  been  issued  ;  conse- 
quently no  shareholder  has  any  preference  as  re- 
gards dividends. 

SYNOPSIS    OF    THE    LAST  ANNUAL  REPORT. 

The  Earnings  of  the  Road  for  the  year  ending 
March  3l8t,  1864,  S329,744  70,  were  derived  from 
the  following  sources,  viz :  from  Passengers  $123,- 
322  88;  Freight,  S197,206  80;  Expresses  $2,400 
58;  Mails  $4,426  56;  rents  $1,444  12;  interest 
$944  82. 

The  Expenses  were — maintenance  of  road  (in- 
cluding wages  of  switchmen,  gate  keepers,  signal 
men,  and  watchmen)  $84,775  87  ;  motive  power 
$37,712  39;  fuel  $36,482  54  ;  oil,  gas,  materials 
for  cleaning,  &c.,  $5,945  08;  passenger  depart- 
ment, $16,362  72— freight  department,  $20,915 
67  ;  gratuities,  damages,  bad  debts,  &c.,  $2,501 
31 ;  miscellaneous  $16,386  36 — making  the  total 
expenditure  $171,111  94,  and  leaving  a  balance 
of  $158,632  82.  From  the  balance  the  tax  on 
capital  stock  and  tbe  dividends  were  paid,  two 
locomotives  purchased,  and  $3,500  paid  to  Man- 
chester and  Lawrence  Road  as  apportionment  of 
joint  through  business.  Tho  surplus  carried  to 
Contingent  Fund  was  $11,936  82,  making  that 
Fund  $29,454  66.  Tbe  expenditures  on  construc- 
tion account  were  $24,411  12 — making  that  ac- 
count $1,433,508  91,  and  leaving  an  unexpended 
capital  of  $51,491  09,  of  which  $60,000  is  loaned 
to  the  Portsmouth  and  Concord  Road.  The  ad- 
ditional capital  300  shares  or  $15,000,  voted  May 

1853,  was  not  needed  till  May  1851,  at  which 
time  it  was  :ssucd — this  amount  added  to  tbe  un- 
expended balance,    as  per    their   report  in   May 

1854,  will  make  16,491  09  balance  on  hand,  ap- 
plicable to  construction, — agreeably  to  an  Act  of 
the  New  Hampshire  Legislature  in  1849. 

BUSINESS  OF  THE  HOAD. 

The  amount  of  freight  transported  over  the 
Concord  Road,  exclnsive  of  freight  in  connection 
with  the  Upper  roads,  during  the  year,  is  as  fol- 
lows : 

No.  of  tons  No.  of  tons    Total, 
up.  down. 

Concord  road 36.777        37.950        74.727 

Tbe  number  of  trains  run  has  been  606  ;  num- 
ber of  long  cars  run,  15,600 ;  average  tons  per 
train,  123  ;  average  tons  per  long  car,  4. 

Freight,  in  connection  with  the   Upper  Roads, 

has  been  as  follows  : 

No.  of  tons   No.  of  tons   Total. 
Upper  Roads.  up.  down. 

Through  freight... 64.487  151.748  20G.23G 
Local  freight 3.621  24.612  28.033 


In  all ....'...  .58.008        176.261        234.269 

The  total  tonnage  of  the  Concord  Road,  and  in 
connection  with  the  UpjKjr  roads,  is  94.786  tons 
up;  214.211  tons  down;  making  in  all,  308.997 
tons. 

The  whole  number  of  passengers  carried  over 
any  portion  of  tho  Concord  road  during  the  year, 

has  been 248,787 

Ditto  for  one  mile 6,409,105 

Equal  to  passengers  over  tho  whole  road  166,788 
Miles   run   of  Engines    with     passenger 

Trains 83,640 

,     ^      ,  Freight    do.  112,145 

"       ■     All  other    do.  7,213 


Total 202,898 


EQUIPME.NT    OR    ROLLING     STOCK. 

Six  passenger  and  seven  freight  engines ;  fifteen 
passenger  cars,  containing  894  seats ;  5  baggage 
cars;  170  merchandize  cars,  equal  to  287  short 
cars;  gravel  and  other  caro 51 ;  snow  ploughs  1 
large,  and  4  small.  j-  •.- 

SlalemenL  showing  the  Cost;  Mileai^e ;  Cost  per 
mile;  Gross  Receipts;  Current  Expenses;  Net  Re- 
ceipts ;  rate  of  Dividend ;  Receipts  from  Passen- 
gers; Receipts  from  Freight;  Miscellaneous; 
Earnings  per  mile ;  per  ccntage  of  Gross  Earn- 
ings; Do.  of  net  Earnings,  of  the  Concord  R.  R., 
since  the  opening  of  the  first  iicision  of  the  Con- 
cord Road  to  the  present  time.  i  .'J^    ,'    '  * 
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*  For  eleven  months  and  including  tbe  running 
of  the  Manchester  and  Lawrence  Railroal,  kased 
to  the  Concord.  .. 

t  It  will  be  recollected  that  the  amount  appli- 
cable lo  this  account  is  $1,450,000.    Whereas  the 
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^  capital  stock  is  SI ,500,000,  the  difference  between 
the  construction  funds  and  capital  stock  (S50,000) 
is  occasioned  by  a  loan  lo  the  Portsmouth  and 
•'  Concord  Railroad  Company  authorized  by  an  act 
'  of  the  Legislature  of  New  Hampshire  in  May,  1849^ 
"  for  which  purpose  1,000  shares  were  created. 

The  Indian*  and  Illlnola   Central  A«llw»y 
Conk  pan*  • 

President,  A.  S.  Roache,  Rockville  Ind. 

Secretary,  John  S.  Spanu. 

CAie/^Ti/riTicer,  John  C.  Campbell. 

Principal  and  transfer,  office  Indianapolis. 

Annual  stockholders  meeting,  first  Wednesday 
in  May. 

Close  of  financial  year,  last  day  of  Febiruary. 

Capital  stock  authorized,  three  millions. 

The  present  corporation  was  formed  by  the  con- 
solidation of  two  companies,  viz  : 

Ist.  The  (original)  Indiana  and  Illinois  Central 
Railway  Company  was  organized  under  the  gener- 
al laws  of  Indiana,  in  January  1853,  for  the  con- 
struction of  a  railroad  from  Indianapolis,  west,  to 
to  the  State  line,  with  a  capital  stock  of  two  mil- 
lions. 

2nd.  The  Decatur  and  Springfield  Railroad 
Company,    chartered  by   the    State    of  Illinois 

on  the day  of  January,  1853.     By  a  clause 

in  the  Act,  the  company  were  authorized  and  em- 
powered to  consolidate  at  the  State  line,  with  the 
Indiana  and  Illinois  Central  Railway  Company. — 
Capital  stock  authorized,  one  million. 

On  the  4th  day  of  May  1853,  the  two  companies 
entered  into  a  formal  act  of  consolidation,  in  com- 
pliance with  the  laws  of  both  States. 

The  line  of  the  road  embraced  by  the  present 
corporation,  extends  from  Indianapolis,  in  Indiana, 
to  Decatur  in  Illinois,  when  it  connects  with  the 
Great  Western  and  Illinois  Central. 

The  rtsourcos  of  the  company  consists  of  stock 
subscriptions  amounting  to  SI, 014,050,  and  S200,- 
000  of  bonds  beariug  10  jht  cent,  due  January  1, 
.  1860,  principal  and  interest;  and  payable  in  New 
York — secured  by  a  deed  of  trust  baiscd  upon 
lands  estimated  to  be  worth  S300,000. 

The  length  of  the  road  is  149  64-100  miles. 

The  road  was  placed  under  contract  in  July 
1853  and  the  grading  was  commenced  in  February 
1854,  since  that  time  a  force  of  about  500  men  has 
been  employed.  The  estimated  cost  is  $4,130,- 
206. 
About  twenty  miles  of  the  road  is  now  graded, 
•  and  it  is  intended  to  have  fifty  miles  ready  for  the 
iron  in  the  s^  ring.  The  route  of  the  road  is  near- 
ly due  west  from  Indianapolis.     The  country  is 

■  undulating— the  road  crossing  the  streams  at  near- 
ly right  angles,  and  in  Indiana  the  summits  on 
either  side  of  the  streams  aj>proach  so  near  as  to 

'  render  the  embankments  at  the  crossings  heavy. 
In  Illinois,  the  line  crosses  the  head  waters  of  the 
streams,  giving  light  work  except  at  the  Sanga- 
mon river,  near  Decatur. 

In  Indiana  it  passes  through  a  timber  country, 
while  in  Illinois  it  is  mostly  prairie.  The  excava- 
tions are  earth  with  two  or  perhaps  three  excep- 
tions. 

Near  the  Wabash  river  it  passes  for  twenty  miles 
through  a  country  abounding  in  bituminous  coal 
of  a  superior  quality. 

The  physical  features  of  the  load  are  as  fol- 


Elevation  of  summit  near  Danville  above 
Wabash  river 611  feet. 

Elevation  of  tenninus  at  Indianapolis  do.  207  " 
"        "        •'  "        Decatur   do.  176  " 

Total  ascent  going  west 1377  " 

"     descent  "       ."  .  1408    ■ 


.J 


Total  rise  and  fall 2,785feet. 

139.05  miles  straight  line 
6  14     "  "  '•    5,730  feet  radiuK. 

2.08     "  "  "    2,866    " 

2.27    "  "  "    1,910    "        " 

93  per  cent  straight  line— Longest  tangent   70- 

60-100  miles. 


Racine,   Janesvllle    and   Allialsslppl     Rail- 
roads 

Chartered    in   1852.     Authorized   'Japital  S3,- 

000,000. 

Portion  now  under  construction,  Racine 

to  Beloit 68  miles. 

Estimated  cost,  $24,000  per  mile,  or,  $1,632,000. 

Present  reliable  subscription  to  its  Capi- 
tal Stock S815,000 

Work  of  grading,  masonry  and  bridging,  is  fully 

completed  from  the  City   of  Racine,    on   Lake 

Michigan,  to  Fox  River,  26  miles,  together  with 

farm  and  road  crossings,  and  the  ties  delivered  on 

the  line.        ,_ .;    ;;,  v.   >~  '■■?_■_..:   ■>...  1        •-. 

The  work  of  grading  on  the  43  miles  west  of 
Fox  River,  to  Beloit  on  Rock  River,  is  under  cou- 
tract  and  fully  one  half  completed.  The  ties  for 
the  whole  line  are  ready  for  d2livery. 

Ample  and  eligible  depot  groimds  in  the  City 
of  Racine,  and  in  Beloit,  have  been  purchased  and 
paid  for  by  the  company,  and  for  the  depots  on 
the  line  of  the  road  ample  grounds  have  been 
donated. 

A  consolidation  of  this  company  with  the  Rock- ; 
ton  and  Freeport  Railroad  Company,  was  made 
in  April  1864,  and  the  control  and  management  ofj 
the  latter  company  was  placed  under  the  Board  j 
of  Directors  of  this.  The  Charter  of  the  Rocktou 
and  Freeport  Railroad  Company  was  granted  by 
the  Legislature  of  the  State  of  Illinois  in  1853, 
and  authorizes  the  construction  of  a  railroad  from 
the  Wisconsin  State  Line  at  Beloit  to  the  City  of 
Freeport,  and  from  the»ce  to  the  Mississippi  River 
at  any  i>oint  above  Savannah.  The  line  of  this 
road  passes  through  the  southern  tier  of  counties 
in  Wisconsin,  tast  of  Rock  River,  and^  the  northern 
tier  of  counties  in  Illinois,  west  of  Rock  River. 

VILLAGES  ON    THE  LINE. 

Burlington,  Lyons,  Elkhom,  Delavan,  Darien, 
Allen's  Grove,  Clinton,  Beloit,  Rockton  and  Free- 
port. 

RAILROAD  CONNECTIONS.  ■•  '  * 

At  Racine  with  the  Chicago,  Millwaukee    and 

Green  Bay  Railroad.  (Building.) 
At  Beloit  with  Belvidere  Branch  Railroad.  (Com- 
pleted.) 
At  Beloit  with    Beloit  and   Madison  Railroad. 

(Building.) 
At  Freeport  with  Illinois  Central  RaUroad.  (Nearly 

completed.)  ^^  v-?|    -^ 

At  Warren  with  Mineral  Point  Railroad.  (Build- 
ing-) 

By  these  coDnections  this  line  will  bare  acceess 
to  the  northern  and  central  portions  of  the  State 
of  Wisconsin,  and  with  northern  and  central  Illi- 
nois, besides  a  direct  communication  with  the 
Cities  of  Galena  and  Dubuque,  on  the  Mississippi 
Riyer.    .  -r  -  .  .  ..;■ 


The  present  subscriptions  to  the  Capital  Stock 
are  for  the  construction  of  the  road  from  Racioe 
to  Beloit,  and  that  portion  is  to  be  completed  and 
put  in  operation  during  the  year  1856. 

PRINCIPAL  OFFICE — RaCINE,    WI8C0N6IK. 

Henry  S.  Durand,  PresidtiU  ; 
Charles  S.  Wright,  Secretory; 
A.  I.  Redhuro,  Assistant  Secretarf ; 
Iltiury  J.  Ullmann,  Treasurer  ; 
Levcttlili.  Clsivk,  Ckuf  Engineer ; 
Col.  R.  B.  Mason,  Consulting  EngfKcer; 
Marshall  M.  Strong,  Attorney; 
Simeon  D.  Clough,  Auditor; 

DIRECTORS. 

Henry  S.  Durand,    Racine. 

Marshall  M.  Strong,    do. 

Reuben  M.  Norton,      do. 

John  Dickson,  do. 

Elisha  Raymond,        do. 

Charles  S.  Wright,       do. 

Charles  Herrick,  do. 

Simeon  D.  Clough,      do. 

Isaac  Taylor,  do. 

Wm.  C.  Allen,  Delavan.  - 

Geo.  B.  Sanderson,  Beloit.  .  •    *.' 

F.W.Merrill,  Rockton.  -; 

T.  J.  Turner,  Freport. 


(Fur  the  Americaii  Railroad  JoumaL) 

Buffalo,  Oct.  1st,  1864, 

In  au  article  by  Mr.  Zerah  Colbubn  on  the 
"proportions  of  the  cylinder,  and  their  relations  to 
the  boiler",  be  assumes  certain  matters  to  be  as 
stated  by  him,  while  in  fact  they  are  notoriously 
otherwise.         -,     ^:     ■   ',.'-,■   /     u' ■,■:'■.  J.- i''-] 

1st.    "The  steam  passages  should  be  tbe  aame 
size  lor  the  same  work,  whether  the  cyUuder  is 
long  or  sburt  stroke,  because  the  cubic  cooteuts 
of  the  cylinder  must  be  the  same  in  both  cases, 
land  the  quantity  of  steam  used,  the  same  ;  requir- 
j  ing  the  same  sized  opening,  to  get  the  same  quan- 
;  tity  of  steam  through  it,  in  the  same  length  of 
;time."     There  would,  to  be  sure,  be  a  very  little 
steam  saved,  by  reducing  the  area  of  tbe  piston, 
in  the  space  between  it  and  the  end  of  the  cylin- 
der ;  but  that  is  very  much  reduced  by  working 
ex|iansively,  as  is  universally  done,  in  these  days 

Again:  "Less  relative  loss  of  time  in  changing 
the  motion  of  tbe  piston,  as  compared  with  the 
duration  of  tbe  whole  stroke.  '  This  is  all 
wrong.  The  crank  pin  moves  in  a  circle  and  c<Ni- 
trols  the  motion  of  the  pistoa  ^ 

Again :  "The  cylinder  being  smaller  in  diameter, 
there  is  less  pressure  on  the  cylinder  head ;  and 
consequently,  with  outside  connected  engines,  lets 
tendency  to  sinuous  motion."  Wrong  again. 
The  pressure  on  the  cylinder  head,  has  nothing  to 
do  with  sinuous  motion,  cither  with  outside  or  in- 
side connected  engines.  The  sinuous  motion  is 
catised  by  the  movicntnm  of  the  reciprocating  parts  ^ 
and  is  at  the  time  and  at  all  times,  exactly  in  tbe 
opposite  direction  to  tbe  pressure  of  the  steam  on 
the  cylinder  head,  and  can  be  compensated  onlif, 
by  counter  weights,  moving  iu  the  opposite  direc- 
tion at  the  same  time.  While  the  steam  acts  be- 
tween two  abutments,  one  of  which  is  the  cylinder 
bead,  and  the'  other  the  crank-pin,  and  presses  in 
opposite  direcUoDS  precisely  alike— and  farther,  the 
vibration  of  an  engine  is  always  greateel  at  the 
after  end.  >*-v  .tei.,.Vi'fT   ••j^'r.j  :"''''t-"t^(- ««  ^' 

"With  a  smaller  diameter  of  cylinder,  tbe  steam 
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from  a  given  boiler  may  be  worked   at  a  higher 
pressure,"  &c.    All  wrong. 

There  is  no  trouble  with  high  steam  in  the  cy- 
linder, as  ordinarily  constructed ;  but  the  great 
difSculty  is  to  get  a  boiler  strong  enough,  to  stand 
the  ordinary  pressure,  with  safety;  and  every  in- 
crease of  pressure,  and  consequent  temperature, 
increases  the  de&tructib:lity  of  boilers,  in  nearly  a 
geometrical  ratio. 

Mr.Colburn,  like  some  politicians,  looks  one  way 
while  he  rows  the  other.  The  great  efficiency  of 
the  Winans'  freight  engine,  lies  in  retaining  the 
cylinder  as  formerly  made,  and  making  the  wheels 
smaller,  and  iucreitsing  their  number,  to  get  .suf- 
ficient adhesion,  and  thereby  increasing  the  num- 
ber of  revolutions  and  the  quantity  of  steam  used 
in  a  given  distance. 

Mr.  CohBURN  is  wrong  in  recommending  a  driv- 
ing-wheel, larger  than  six  feet  for  any  road ;  be- 
cause it  is  peifectly  easy  to  run  as  fast  as  any  sane 
man  would  care  to  ride,  with  such  a  wheel,  and 
any  larger  wheel,  increases  necessarily  the  weight 
of  the  engine  in  all  its  parts ;  makes  the  centre  of 
gravity  higher  from  the  track,  and  shortens  the 
smoke  stack,  and  makes  it  necessary  to  pinch  the 
exhaust-pipes  still  more,  to  make  steam  enough. 

My  object  in  writing  the  foregoing,  is  not  to  find 
fault  with  Mr.  Coi.burn,  but  to  set  him  right  in 
some  important  particulars,  and  ai^sist  him  in  fu- 
ture, to  impart  information,  in  which  "assump- 
tion"' $haU  not  be  the  predominant  feature. 

AN  OLD  ENOmEER. 


Colnnibus,   Plqna  and  Indian*   Rallroad> 

This  road,  which  has  for  some  time  past  been  in 
operation  to  Urbana,  46  miles  from  Columbus, 
has  just  been  extended  to  Piqua,  36  miles  further, 
or  72  from  Columbus,  and  is  well  advanced,  and 
will  undoubtedly  be  completed  the  present  year 
to  its  western  terminus  at  Union,  upon  the  Indiana 
State  Line.  The  whole  road  will  bo  102  miles 
long,  and  will  probably  cost  about  S*2,600,000,  or 
a  Irille  less  than  $25,000  per  mile.  The  capital 
•ccount  is  as  follows  :      •  '■}•'' 

Stock S960,000 

1st  mortgage  bonds 600,000 

2nd         „  „     400,000 

8d  „  „     600,000 

Of  the  last  issue  .$550,000  have  been  guaranted 
by  the  Cleveland  and  Columbus,  Bellefoutaine  and 
Indiana,  Indianapolis  and  Bellefoutaine,  and  the 
©hio  Central  Railroad  Companies.  We  understand 
that  the  last  issue  will  supply  ample  means  for 
completion  of  the  road. 

The  road  is  the  western  prolongation  through 
the  State  of  several  eastern  lines  terminating  at 
Columbus.  It  traverses  a  very  excellent,  highly 
cultivated  and  thickly  settled  country,  and  oue 
capable  of  supplying  a  lurgc  local  traffic.  The 
completion  of  the  Oh  o  Central  and  tho  Steuben- 
ville  and  Indiana  Railroads,  will  open  to  this  road 
very  favorable  connections  with  Philadelphia  and 
Baltimore,  and  through  these,  with  the  more 
northern  cities.  It  will  connect  one  of  the  best 
portions  of  the  State  with  its  capUoi,  which  is  al- 
ready an  important  commercial  aud  manufacluring 
town,  and  oue  of  the  most  flourishing  iu  the  comi 
try.  At  Union,  its  western  terminus,  it  connects, 
by  an  uniform  gauge,  with  the  Indianapolis  and 
BeUsfontaiae,  Aud  with  a  line  which  in  a  few 


months  is  to  be  extended  to  St.  Louis,  and  with 
the  numerous  other  roads  either  constructed,  or  in 
progress  terminating  at  the  former  place, 

We  learn  that  tho  portion  of  the  road  which  for 
some  months  has  been  in  operation  to  Urbana, 
has  been  doing  a  very  good  bu.siucss.  The  action 
of  the  above  companies  in  endorsing  its  bonds 
speaks  well  for  the  project  and  is  worth  something 
as  a  certificate  in  its  favor,  in  addition  to  the  aid 
ailorded. 

It  will  be  seen  that  tho  road  has  to  earn  only 
S112,000  net,  to  earn  interest  on  its  funded  debt, 
and  only  S17I,000  to  pay  seven  per  cent,  upon  its 
cost.  A  rate  of  earnings  of  only  S4,000  per  mile 
would  produce  a  net  income  of  S200,000.  From 
the  character  of  the  country  traversed,  and  the 
intercourse  that  prevails  between  dififerent  por- 
tions of  it,  the  above  would  seem  to  be  a  very 
moderate  estimate. 

We  are  glad  to  see  one  after  another  of  the 
roads  of  Ohio  gradually  brought  to  completion. 
Wo  hope  for  the  present  no  Jicxo  one  will  be  under- 
taken. The  people  of  the  State  have  accomplish- 
ed a  vast  work,  aud  now  need  a  breathing  spell. 
In  a  year  or  two  more,  the  people  of  Ohio  will  be 
as  well  accommodated  with  railroads  as  those  of 
any  State,  aud  nothing  is  wauling  to  make  all 
theu  roads  profitable  but  freedom  from  competi- 
tion and  time  for  the  development  of  the  resour- 
ces of  the  State,  for  which  the  railroads  construct- 
ed aud  in  progress  will  give  every  needed  facility. 


Hudson  River  lt«llro»d. 

HISTORICAL  SKETCn. 

The  Hudson  River  Railroad  was  chartered  on 
the  12th  day  of  March,  1846,  with  authority  to 
construct  and  maintain  a  railroad  fiom  the  City  of 
New  York  to  the  City  of  Albany,  (with  tho  ex- 
ception of  building  a  bridge  over  the  Hudson 
River).  The  charter  required  the  road  to  be  con- 
structed through  the  tier  of  towns,  (with  one  or 
two  exceptions,)  lying  immediately  upon  the  bank 
of  the  river,  and  iu  no  case  to  be  located  more 
than  2)^  miles  from  the  same.  It  contains  the 
usual  power  to  take  tho  necessary  lands  for  road- 
bed, right  of  way,  stations^  material,  Ac,  &c.  Its 
duration  was  limited  to  50  years.  The  amount 
of  capital  stock  authorized  was  $4,000,000,  of 
which  $3,000,000  was  required  to  be  subscribed 
before  the  organization  of  tho  company.  No  li- 
mits are  placed  upon  the  tolls,  or  profits  to  be  re- 
ceived, with  the  exception,  that  it  is  restricted  to 
a  fare  of  two  and  one-half  cents  per  mile,  per  pas- 
senger, for  the  months  of  December,  January, 
February,  and  March ;  and  to  two  cents  for  the 
remainder  of  the  year  ;  but  in  no  case  to  charge 
more  than  three  dollars  for  the  Ihrougk  trip  between 
New  York  and  Albany.  Tho  company  can  hold 
no  real  estate  not  neces."!ary  to  the  obj'cts  of  the 
road.  It  was  authorized  to  borrow  mouey  lo  tho 
amount  of  $6,000,000,  and  mortgago  its  property 
therefor.* 

The  necessary  subscription  of  $3,000,000  to  the 


*  It  n  necessary  to  be  borne  in  mind  that  all 
the  railroad  companies  in  the  State  of  New  York 
arc  now  amenable  to  the  Qonoral  Railroad  Law  of 
the  State,  (which  we  publish  iu  the  prcsri't  num- 
ber) and  which,  without  abrogating  or  impairing 
special  charter.^,  authorizes  railroad  companies  to 
increase  the  amount  of  their  capital  stock,  and 
and  bonrow  mon«y,  (under  certain  conditions),  ad 
libitum. 


capital  stock  having  been  obtained,  the  company 
was  organized  on  the  4th  day  of  March  1847.  The 
work  of  construction  was  commenced  in  August 
1847,  and  the  first  division  of  the  road  opened  to 
Peekskill,  a  distance  of  43  miles,  on  the  30th  of 
September,  1849  ;  and  on  the  31st  day  of  Decem- 
ber, 1849,  75  miles,  to  Poughkeepsie.  The  di- 
vision from  Poughkeepsie  to  Albany  was  n«t  put 
under  contract  till  July,  1850.  On  the  16th  of 
June,  1861,  the  road  was  opened  from  Poughkeep- 
sie to  Tivoli,  100  miles  from  New  York ;  •n  the 
3d  of  August,  to  Hudson,  116  miles  from  New 
York ;  and  on  the  1st  day  of  October,  1851,  to 
Greenbush  opposito  Albany,  144  miles  from  the 
Company's  station,  on  Chambers  street  in  New 
York.         . ,  r 

ROUTE. 

The  route  of  the  Hudson  River  Railroad,  as  be- 
fore stated,  lies  upon  the  immediate  bank  of  the 
Hudson.  For  a  considerable  portion  of  the  dis- 
tance, tho  road-bed  is  formed  by  filling  into  the 
river,  and  is  elevated  only  a  few  feet  above  ordi- 
nary high  water.  The  road  is  consequently  level, 
or  nearly  so ;  the  only  grade  of  importance  being 
a  short  one  near  Poughkeepsie,  which  is  at  the 
rate  of  10  feet  to  the  mile.  The  road  has  an  ex- 
cellent linCj  as  well  as  a  level  grade,  allowing  it  to 
be  run  with  safety,  at  the  highest  speed. 

The  excellence  of  the  navigation  of  the  Hudson, 
which  in  a  great  measure  is  independent  of  rains, 
the  tide  flowing  to  Albany,  and  the  directness  of 
its  course,  which  docs  not  allow  any  considerable 
saving  in  distance  to  be  effected  by  a  railroad,  for 
a  long  time  delayed  the  undertaking  of  a  rail- 
road upon  its  bank.  Tho  speed  of  the  passen- 
ger steamers  is  very  nearly  up  to  the  average  of 
the  railroads  of  the  country,  while  in  comfort,  the 
railroad  car  is  not  to  be  compared  with  them. 
The  public  mind  inclined  to  the  conviction,  that 
under  such  conditions,  a  railroad  could  not  com- 
pete with  the  river  in  the  carriage  either  of  per- 
sons, or  merchandize,  although  this  comx)etition 
was  withdrawn  for  two  or  three  months  each 
year,  by  tho  closing  of  the  river  by  ice  ;  so  that, 
although  the  route  is  one  over  which  twice  tho 
number  of  people  pass,  annually,  than  any  other, 
and  ten  times  the  tonnage,  the  construction  of  a 
railroad  upon  it  was  regarded  as  altogether  too 
hazardous  an  experiment  to  bo  ventured  upon.  It 
may  be  said  that  tho  popular  sentiment  never 
was  a  convert  to  the  success  of  the  project,  till 
within  a  year  or  two  past ;  till  success  has  been 
demonstrated,  by  the  result  of  its  operation.  The 
road  owes  its  construction  not  to  popular  favor, 
but  to  the  public  spirit,  wealth,  and  resolution  of 
a  very  few  individuals,  who  saw  the  necessity  of 
the  road  to  the  prosperity  of  the  New  York  popu- 
lation, and  who  had  the  instinct  to  perceive  that 
the  most  favorable  water  routes  could  never  com- 
pete with  the  present  modes  of  travelling  by  land. 
The  projectors  of  the  road  succeeded  iu  enlisting 
in  its  aid  a  sufficient  number  of  the  citizens  of 
New  York  to  furnish  the  amount  of  means  nec.-s- 
sary  to  its  construction,  trusting  to  the  support  of 
the  community  when  the  result  of  its  operation 
could  be  seen. 

Ui)on  tho  loute  of  the  Hudson  River  the  move- 
ment of  both  i>ersoii8  and  property  is  undoubted- 
ly much  greater  tli;ui  upon  any  other  in  the  U.  S. 
For  freight  it  is  the  outlet  of  the  Western  and 
North-western  States,  as  well    of  the  State  of 


T  .."<T^«  ■   -■" 
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Vermont,  a  portion  of  Massachusetts,  and  for  a 
very  large  portion  of  the  products  of  the  Provin 
ces  of  Canada.     The  Hudson  is  the  only  river  in 
the  United  States,  which  carries  its   navigable 
waters  through  the  great  coast  range  of  mountains 
extending  from  the  Gulf  of  St.  Lawrence  nearly 
to  the  Gulf  of  Mexico.    The  head  of  waters  of 
(the  Mohawk  Branch  of)  this  river  are  one  hun 
dred  feet  lower  than  Lake  Erie ;  and  several  hun- 
dred below  the  great  interior  basin  of  the  coun 
try.     The   peculiarly   favorable   features   of   the 
route  led  to  the  construction  of  tlie  Erie  Canal, 
which  was  followed  by  the  central  line  of  railroad, 
which  being  completed  many  years  in  advance  of 
any  other  line  from  the  Lakes  to  tide  water  was, 
till  other  routes  were  opened,  almost  the  sole 
route,  in  connection  with  the  Lake  and  the  Ilud 
son,  of  tiavfcl  between  the  Eastern  States^  and  the 
interior  of  the  conntry.  -, .,  ,  V  .-,,v    .• 

The  road  has  been  one  of  the  most  expensive 
in  the  United  States ;  from  the  inherent  diflflculties 
in  the  route,  and  the  great  cost  of  lands,  and  right 
of  way.  The  route  necessarily  lay  over  very 
valuable  real  estate,  and  as  numerous  villages  are 
passed  through,  the  claims  for  damages  were  con 
sequently  large.  The  route  itself  is  an  expensive 
one.  From  New  York  to  Poughkeepsie,  the  banks 
of  the  river,  which  are  composed  of  the  hardest 
kind  of  rock  formation,  rise  precipitously  from 
the  water,  rendering  necessary  heavy  side  cuttings, 
or  high  embankments  which  have  to  be  carefully 
protected  from  the  water.  A  large  amount  of 
bridging  and  trustle  work  was  required  in  cross- 
ing the  numerous  tributaries  and  indentations  of 
the  river. 

The  road  will  always  be  an  expensive  one  to 
maintain  from  its  exposed  position,  which  ren 
ders'the  maintenance  of  a  very  lai^e  police  force 
necessary ;  from  the  high  speeds  that  have  to  be 
resorted  to,  to  compete  with  the  river,  and  from 
the  fact  that  so  large  a  portion  of  the  operations 
of  the  company  are  within  the  city  of, New  York. 
The  employment  of  horse  power  between  Cham- 
bers and  31st  streets,  is  a  very  expensive  item, 
while  the  expenses  of  all  roads  are  largely  in- 
creased by  the  fact  of  their  termination  in  great 
cities.  The  ratio  of  expenses  to  earnings  of  the 
Hudson  River  Road  have  been  nearly  76  per  cent. 
The  competition  of  the  river  forces  the  road  to 
run  a  large  number  of  trains,  and  to  maintain  high 
speeds,  irrespective  of  the  amount  of  business  of- 
fering. Other  roads  freed  from  such  competition, 
adapt  the  running  of  their  trains  to  the  amount 
©f  their  business,  increasing  the  service  in  propor- 
tion to  increase  of  traffic.  The  Hudson  River 
Road  found  the  trafiSc  of  its  route  in  possession  of 
the  steamboats,  and  had  to  attract  such  business 
to  itself,  by  offering  to  it  superior  attractions.  It 
had  to  perform  very  nearly  the  same  amount  of 
service  the  first  year  of  its  opening,  with  receipts 
equally  to  $1,000,000,  and  at  nearly  the  same  ex- 
penses that  it  does  at  the  present  time,  with  re- 
ceipts equally  to  01,800,000.  This  fact  has  com- 
pelled the  company  to  forego  dividends,  which 
may  not  be  paid  for  some  time  to  come. 

CHARACTER    OF    BUSINESS. 

The  revenue  of  the  road  is  chiefly  derived 
from  the  carriage  of  passengers.  In  competing 
for  these  with  the  steamboats,  the  road  has  stea- 
dily gained  from  the  time  of  its  opening,  and  will 
probably  become  the  principal  route  of  travel  be- 


tween Albany  and  Troy,  and  New  York  ;  though 
the  night  boats  will  always  carry  large  numbers. 
The  great  bnlk  of  the  travel  will  however  take 
the  road.     The  receipts  from  passengers  the  pre- 
sent year  arc  nearly  30  per  cent,  greater  than 
those  of  1853.     During  the  summer  months   the 
river  will  bo  chiefly  used  for  the  transportation 
of  freight ;  that  of  the  road  being  made  up  chief 
ly  of  live  stock,  and  light  parcels.     In  the  winter 
months  the  Hudson  River  will  be  one  of  the  larg- 
est freight  roads  in  the  United  States. 
Statement,  showing   the    Cost;  Mileage;   Cost  per 
mile ;  Gross  receipts  ;   Current  expenses  ;  Net  re- 
ceipts;    Receipts  frovi  passengers  ;  Receipts  from 
freight;  Miscellaneous;  Earnings  per  mile ;  Per 
centage  of  gro^s  earnings ;  Do.  oj  iiel  eonings,  of 
the  Hudson  Rircr   Railroad  from   its  opening  to 
the  present  time. 
Year.  Cost.     Mileage.    Cost 

per  mile. 

1851 6,666,682        75        88,889 

1852 9,305,651       144        64,605 

1853 10,627,666      144        73,108 

1854 11,780,524       144        81.809 

«..»...,      ,.     .,     -Qrossre-      Current    Net  ro- 
'  '       '  '       *    ceipts.       expenses,  ceipts. 

1851 267,661       167,383     100,278 

1852 406,659       336,850      08,709 

1853 1,063,659      724,876     338,783 

1854 1,201,837      918,253     373,584 

Rec'tsfrom  Bec'ts  Bliscella- 

.      '      passengers,    from  neous. 
freight. 

1861 242,595       18.670  6,490 

1852 361 ,654       37,096  0,800 

1853 728,390     236,805  44.458 

1864 936,628     312005  44,205 

-:>',  .4c.  .  Earnings  percent-     do.   of 

-:.   -.,..;     .,^  per  mile,  age  of  net 

gross    earnings. 

1861 3,669  4iii  1^^ 

1852 2,816  5       ,  1 

1863 7,436  10»^  i  3^^ 

1854 9,971  ll.'i  i  8I4 

FUNOED    DEBT. 

The  total  funded  debt   of  tho   Hudson   River 
Railroad  is  $8,000,000,  viz :       -^  «-^    '     " 
1st  mortgage  7  per  cent,  bonds,  issued  f  ^ 
February    1st,    1849,    and    payable* 

February  1st,  1869 $1,954,000 

Do.  do.  do.  do. 

amd  payable  February  1st,  1870  ....    1,936,000 
Ist  mortgage  6  per  cent,  bonds,  issued 
February  1st,  1849,    and    payable  ' 
August  6th,  1869 110,000 


Total  1st  mortgage  bonds $4,000,000 

2nd  mortgage  7  per  cent,  bonds,  issued 

Dec.  16th,  1860,   and  pavable  Dec. 

16th,  1860 2,000,000 

Convertible  7  per  cent,  bonds,  issued 

May  1st,  1852,  and  payable  May  Ist, 

1862 2.000,000 


Total  Funded  Bebt $8,000,000 

Interest  payable  at  the  company's  office  in  New 

York,  half  yearly,  _    ^,     ; 

dovblf:  track. 
The  road  has  a  double  track  from  New  York  to 

Poughkeepsie,  76  miles,  and  for  13  miles  imme- 
diately below  Albany,  and  6  miles  intermediate 
between  the  13  miles,  and  Poughkeepsie.  The 
road  from  Albany  to  Troy,  known  as  the  Troy  and 
Greenbush  Railroad  has  been  purchased  by  the 
Hudson  River  Road  and  forms  a  part  of  the  main 
line  to  Troy. 

A  financial  statement,  with  an  abstract  of  the 
last  annual  report,  is  postponed  till  the  ptiblication 
of  the  report  to  the  Legislature,  which  is  made 
Dp  to  Sept.  30th,  of  each  year.  1 
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PRINCIPALS    AND    AGF.NTS.  j 

The  rights  and  obligations  of  the  New  IlaTCB' 
Railroad  Corap.iny  in  regard  to  the  late  over  is- 
sues of  stock  can  only  be  determined  by  reference 
to  the  established  law  governing  the  iclalions  of 
Principal  and  Agent,  whether  that  Principal  be  a 
private  individual  or  a  corporate  body.       .'■■*^_-'    =1 

A  principal  appoints  an  agent  to  discharge  certain 
duties  and  publicly  announces  him  as  duly  autho- 
rized for  that  purpose.  He  is  appointed,  for  ex- 
ample, to  endorse  notes.  The  public  are  justifled 
in  supposing  that  the  agent  so  appointed  is  reli- 
able and  trustworthy.  A  principal  would  be  in- 
sane should  he  knowingly  confide  important  inter- 
ests  to  a  man  of  doubtful  integrity.  It  is  tme 
that  no  agent  can  be  safely  deemed  wholly  proof 
against  temptation.  But  it  is  fair  also  to  suppose 
that  every  principal  duly  supervises  the  oi>erations 
of  his  agent,  and  secures  himself  against  any  abuse 
of  authority. 

But  if  it  should  be  found  that  the  agent  has, 
under  color  of  the  authority  with  which  his  prin- 
cipal h^  clothed  him,  defrauded  a  third  party,  who 
was  justified  in  believing  that  the  agent  was  act- 
ing within  the  limits  prescribed  to  him ;  and  if 
moreover,  the  principal  has  neglected  to  furnish 
any  safe-guards  against  the  treachery  of  his  agent, 
and  especially  if  the  principal  h«.s,  before  the  dis- 
covery of  fraud  publicly  recommended  his  agent 
as  worthy  of  all  confidence — it  would  seem  that 
while  the  latter  is  chargeable  with  fraud,  the  for- 
mer is  guilty  of  iuexcuacible  negligence.  In  other 
words,  the  principal  and  agent  both  participated 
in  the  wrong  which  has  been  done. 

When  A  announces  to  the  public  that  be  has 
duly  authorized  B  to  do  certaiu  acts  in  his  plac4t 
and  stead,  he  virtually  says  to  the  public,  "  con- 
fide in  B,  I  am  responsible  for  tho  acts  which  he 
performs  as  my  agent."  It  will  usually  be  im- 
practicable for  the  public  to  discern  when  B  is 
guilty  of  excess  in  the  exercise  of  his  authority. — 
If  B  is  authorized  to  endorse  notes  to  the  amount 
$10,000,  he  may  endorse  notes  to  the  amount  of 
$20,000,  and  the  public  be  never  the  wiser.  The 
principal,  on  the  other  hand,  can  take  due  precau- 
tion against  the  misconduct  of  theagentinquestion^ 
The  public  cannot  usually  take  such  precautiunsJ 

True,  it  is  a  general  rule,  that  he  who  deals  with 
a  special  agent,  deals  at  his  pc>ril  when  the  agent 
pa-sses  what  is  fairly  to  be  considered  the  limits  of 
his  authority.  But  what,  as  regards  Uie  public, 
are  the  limits  of  an  agent's  authority  ?  Are  tbey 
the  limits  fixed  by  a  private  arrangement  between 
him  and  his  principal,  or  to  be  a.scertained  only 
by  inspecting  the  private  hooks  of  the  latter  '  Or 
are  the  bounds  of  an  agents' authority,  so  far  as  the 
public  are  concerned,  those  which  ai-e  presented 
to  the  public  —those  which  the  puMic.in  view  of  all 
the  circumstances  of  the  case,  is  authorized  to 
consider  the  legitimate  ones  ?  There  must  be  no 
mystification  nor  delusion  practised.  If  a  princi- 
pal clothes  bis  agent  with  powers  oalcnlated  to  in- 
duce innocent  third  persons  to  behove  the  agent 
duly  empowered  in  a  given  case,  the  principal  iri. 
liable  for  the  injnry  thereby  occasioned.  The  casa 
is  of  course  different  when  an  agent  does  an  act; 
without  color  of  authority — as,  for  instance,  if  a! 
Bank  Cashier  should  as  sach  execute  a  policy   o 

Insurance.    Then  the  agents  alone  would  be  lia- 
ble. 
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If  the  servant  of  a  horse  dealer  and  who  sells  for 
him,  but  with  express  instructions  not  to  warrant 
as  to  soundness,  does  warrant,  the  master  is  held 
to  be  bound  thereby,  because  the  servant  having 
a  general  authority  to  sell,  acted  within  the^c7ier- 
aZ  scope  of  his  authority,  and  tlie  public  cannot 
be  supposed  to  be  cognizant  of  the  private  conver- 
sations of  the  master  and  servant.  3  Term  Re- 
ports, 757. 

Did  or  did  not  any  party  who  has  suffered  from 
dealing  with  a  fraudulent  agcnt,have  good  reason  to 
believe  from  the  declarations  and  conduct  of  both 
the  principal  and  the  agent,  that  the  agent  was  act- 
ing within  the  scope  of  his  authority  7 

If  so,  it  is  difficult  to  jwrccivo  why  both  princi- 
pal and  agent  are  not  responsible  for  any  injury 
sustained. 


Tbe  Railroad  CoiiT'entiou.--No   Increase  of 
Freight. 

The  meeting  of  the  Superintendents  of  the  four 
great  lines  of  railroads  terminating  in  the  City  of 
New  York — to  wit:  the  New  York  Central,  ths 
New  York  and  Erie,  the  Pennsylvania  Central,  and 
the  Baltimore  and  Ohio — met  at  the  St.  Nicholas 
Hotel  on  Tuesday,  the  26th,  for  the  purpose  of 
carrying  out  the  details  of  resolutions  adopted  at 
the  convention  of  the  15th  of  August  last.  In 
consequence  of  the  depression  of  the  prices  of  pro- 
duce, the  small  amount  of  freight  offering,  and 
the  general  stringency  of  the  markets,  it  was 
thought  inexpedient  at  this  time  to  increase  the 
prices  for  tran."!portation  of  freight.  It  is  under- 
stood that  many  other  matters  contemplated  in 
the  resolutions  referred  to  were  fully  discussed, 
and  the  necessary  measures  adopted  to  cairy  out 
the  views  of  the  convention. 


For  Sale. 

A  STATIONARY  Engine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  re»pects  and  finished  in  the  best  manner.  Has 
been  iu  use  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jerstiy, 
jul.l4  29  tf  ]  or  74  Broadway,  New  York. 

Rensselaer  Polytechnle  In- 
stitute. 

DESIGNED  for  tbe  education  of  Architects  aod  Civil 
Engineers,— including  Railway,  Hydraulic,  Topographi- 
cal, and  Bllning  Engineers. 

For  oopios  of  Uie  Annual  Register,  giving  lUU  information 
respecting  the  Institute,  apply  to 

R.  FRANKLIN  GREENE.  Director,  R.  P.  I. 
32  3m  Troy,  New  York. 


Lowell  Machine  Works. 

ALDRICH  Sl  CALVERT  (late  Aldrich,  Tysq  *  Co  ) 
maoufacturo  and  furnish  to  order,  at  short  notice, 

Macbinists^  Tools 

of  varioos  description  and  with  the  latest  improvements ;  as 
engine  lathes,  with  swing  18,  20,  24,  28,  30,  30,  48  inches  up  to 
7)4  feet,  and  bed  made  to  turn  any  desirable  length  ;  planing 
machines,  to  plane  S^,  6,  8,  10, 12, 18,  20,  22  feet  long,  and  18, 
24,  28,  36,  40,  48,  60  inches  square  ;  also  hand  lathes,  compound 
planers,  slotting  and  shaping  machines,  vertical  driUs,  bolt 
cutters,  and  many  ouicr  toola  uscJ  in  railroad,  rep-nir  and  ma- 
chine sbope. 

LowtU,  Mass.,  JmCy  1,  1853^ ,_•,;.  .     i:  "•  _  *1  ly 

THOS.  M.  CASH^ 

PHILADELPHIA  RAILWAY  AGENCY, 

'.  -    FOR  THE  PURCHASE  OF  ALL  ARTICLES 

required  by 

RAIL.ROAl>  COMPANIES 

ON  COMMISSION. 
Office  Na  80  South  Fourth  Street,  near  Walnut, 

PHILADELPHIA. 

REFERENCES. 
RiCBABD  NoiRis  &  Son,  Locomotive  Builders,  Philadtlithia. 
Wm  D  Lewis, E.*q.,Pre8'tCatawissaR.R  Co  ,  ,. 

Charlks  H    Fisher,  Ej>q  , 

S.  £.  Mebcbr,  Esq.,  Fres'tfarraers  Mechanic's  B'k,       „ 
Jobs  CALDWELL,E8q  ,Pre9't9  Carol'aR  R  Co.,  Charleston. 
J  PixCKiiETHsroER,E»q.,  Pres'tN.Eaat'nR.R.Co..  ,. 

A.  B.  Warford, 

Chief  £ngin««r,SusqaebanDa  Railroad,  Harrisborg,  Pa. 


BuflTalo  Machinery  Depot. 

BUFFALO,  N.  Y. 
II.  C.  BUOWN,  Siip't.         J.  W.  HOOKER,  PropHetur. 

I  AM  prepared  to  furnish  and  will  keep  coostanlly  on  hand 
from  the  boat  manufacturers  a  full  stock  of  Machinists' 
Toots  for  railroad  and  other  shops  ;  such  as  Engine  and  Hand- 
Lathes,  Large  Driver  Lathes,  Car  Wheel  Boring  Mills,  Power 
and  Hand  Planers,  Drill  Press 3s,  Punch  and  Shears,  Axle  Lathes, 
Power  Wheel  Presses,  Bolt  Cutters,  Sec. 

J.  W.  HOOKER,  Bi^alo,  X.  Y. 
Fire  I  Fire  f  Fire  f 
Preserve  your  liooka  in  one  of  Duryae  4c  Forsyth's  celebrated 
Fire  King  safes.    They  are  perfectly  secure  and  excel  in  flnish. 
J.  W.  HOOKER,  Agent,  Buffalo. 
Railroad  Track,  Suspension  and  Depot  Scalea,  Dormant,  and 
Portable  Warehouse  Scales,  Truck.",   Baggage  Barrows,  and 
Manilivt  Presses. 

Buffalo  Machinery  Depot, 
General  Agency  fur  Rochester  Soale  Works. 
H  C.  BROWN,  Sup't.  J.  W.  HOOKER. 


Port  MoiTis  Manuractoi*y. 

WESTCHESTER  COUNTY,  N.  Y., 

ARE  prcpired  to  execute  orders  ior  all  kinds  railroad  work 
and   have   on  hand  the  approved   Railroad   Box   with  the 
raised  Journal ;  also  Car  Couplings  (Lewis'  Patent)  and  Ratchet 
Wrenches  from  $5  to  $10  each. 
All  orders  punctually  attended  to  by  addressing  the  above. 

M.  C.  BAKER. 
NB.  Long  Iron  Planing  done  on  reasooable  terms. 
37  6m.  108  Front  street,  up  atairs. 


NOTICE. 

THE  Copartnership  heretofore  existing  between  tlie  under- 
signed, under  the  firm  of  Smith  &  Tyson,  is  this  day  dis- 
solved by  mutual  consent.  Either  partner  is  authorized  to  set- 
tle the  business  of  the  concern. 

.T.  HOPKINSON  SMITH, 
<■■■.:■■:  RICHARD  W.  TYSON, 

No.  25  Sotilh  CharUs  si, 
Baltimore,  July  1st,  1854. 


Notice  of  Copartnersliip. 

THE  umiersigned  have  this  day  formed  a  Coparmersliip 
under  the  Arm  of  J.  Hopklason  Sniitli,  in  which  Richard 
W.  Tyson  is  a  special  partner,  and  J.  Hopkinson  Smith  is  the 
general  partner. 

J.  HOPKINSON  SMITH, 
RICHARD  W.  TrSON. 
Baltimore,  July  \st,  1854,  33  3m 


Notice  of  Copartnersliip. 

MR.PETER  MARIE,hereto(breof  thotirm  ofDECOPPET 
&  CO.,  has  this  day  formed  a  copartnership  with  Mr. 
KUDOLPH  KANZ,  (for  many  years  with  the  banking  house 
of  Messrs.  L.  Von  lloflman  &.  Co.,)  under  the  firm  of  MARIE 
&  KANZ,  at  Na  27  William  street. 

Their  attention  will  bo  devoted  to  the  purchase  and  sale  oa 
Commission  of  Stocks,  Bonds  and  Foreign  Exchange,  and  to 
the  negotiation  of  Business  Paper. 
A>jf  York,  1st  September  1854.  36  8t 


Steam  Eng^ine  and  Blowing 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  five  feet  stroke 
together  with  Blowing  Cylinders,  five  feet  diameter,  and 
six  feet  .stroke,  in  perfect  working  order,  for  sale.     Apply  to 
EDW.  B£CH  &  KUNHARDT,  62  Beaver  »t., 
or,    A.  TOWAR,  Agent  Poughkeepsie  Iron  Works, 
23  tf  Poughkeepsie,  N.  Y. 


For  Sale. 

BY  tbe  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  railroad  purpose,  which  will  be  sold  at  a  rea- 
sonable price     For  further  information,  apply  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  K.  R.  Co , 
or,  BRIDGES   *  BRO., 
10  tf  64  Courtland  st,  New  York. 


MacMnists^  Tools. 
SHRIVER   Sl  BROTHERS, 

Cumberland,  Maryland, 

(on  Baltimore  tjr  Ohio  R.  R  midteay  between  Baltimore  and 
the  Ohio  River) 
ANUFACTURERS  of  Engine  Lathes,  Planing  Ma- 
chines, Drill  Presses ,  Hand  loathes,  and  other  Machinists' 
Tools.  These  tools  are  built  in  a  superior  manner,  from  the  very 
best  materials,  and  are  particularly  adapteti  for  railroad  shops 
and  all  others  repairing  first  rate  machinery.  Our  location  is 
very  advantageous  for  shipping  work  to  tho  West  or  South. 
Orders  and  communications  receive  prompt  attention.  Address 
SHRIYER  &  BROTHERS,  Fulton  Works, 

Cumberland,  Maryland. 
Aiigitst  19th,  1854.  32  6m 


Mi 


Low  Moor  iron. 

A  FULL  ASSORTMENT  of  this  superior  brand,  which  for 
strength,  soundness,  and  imiform  qualitj-,  is  confidently  re- 
commended for  all  work  requiring  good  iron,  cooaisting  of 
Round,  Square,  and  Flat  sizes  of  all  dimensioii-s,  constantly  in 
store  uid  Ibr  sale  in  tots  to  suit  purchasers,  by 

;„i  .','^  W.    BAILEY  LANO  &  CO., 

'  M  CliJ  itrett. 


Notice  to  Contractors. 

mmmm 

Chief  Engineer's  Office,  > 

Columbus,  Ga.,  Sept.  5th,  1854. ) 

SEALED  PROPOSALS,  will  be  received  by  the 
undersigned  at  this  office  until  the  1st  day  of 
December,  for  the  clearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. — 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  sections.  Separate  proposals  are  desired 
for  the  Track  Laying,  building  of  Bridgess  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  5)4  miles  in  length,  across  the  Tensaa  and 
Mobile  Rivers,  with  the  intervening  swamps;  the 
Trestle  will  be  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
tho  line,  the  two  rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Truss  Pivot  draw  in 
the  centre  of  eacli. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  ttndersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  from  Mobile  to  the 
river  (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year ;  after  the 
line  leaves  the  Tensas  River,  it  pnsses  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  ea.sy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  eitheir  side  with  provision. 

Payments  will  be  made  one  third  (i^)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  bearing  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; the  balance  (Jj)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Ga.,  Mobile,  Ala.,  or  in  N.  Y.,  at 
the  option  of  the  holder. 

To  bidders  personally  unknown  to  the  undei- 
signed,  Bond  and  approved  security  will  be  re- 
quired, to  an  amount  not  exceeding  (>^)  the 
amount  of  the  contract,  for  the  timely  and  faith- 
ful completion  of  the  same. 

22)4  miles  of  the  Road  from  Girard  west  will 
be  open  for  business  the  first  of  November,  and 
52  miles  nine  months  thereafter.  It  is  the  inten- 
tion to  have  the  entire  line  of  245  miles  open  for 
business  early  in  1858. 

8t.37.  GEO.  S.  RUNEY.    ' 

New  York  LioeomotiYe  \^'orks, 

JERSEY  CITY. 

THIS  COMPANY  are  prepared  to  execute  with  despatch, 
orders  fur  Locomotive  Engines,  Tenders,  and  Railroaa 
Machinery  generally,  embracing  tbe  latest  improvements. 

The  works  b«ing  located  near  the  water,  and  in  the  im- 
mediate vicinity  of  the  New  Jersey  and  Erie  Railroads  offers 
great  conveniences  for  shippinK. 

BREESE,  KNEELAND  &  CO.,    ' 

Proprietors,  ; 

38  Exchahge  Place.    . 

E.  P.  GOULD,  Superintendent,  ' 

late  Master  MacitiDist  on  Hudson  River  R.  R.  [iO.tf. 

'son  TONS  No.  1  Glengamock  Scotch  Pig  Iron  in  lots  to 
tjyjyj  suit  purchasers  for  sale  by 

NAYLOR  &  CO., 
09  and  101  John  at. 
N,  B.— The  above  Iron  constantly  imported-  32  tf. 

EW  YORK  STATE  CANALS.— NOTICE  TO 

CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  statement  at 
tbe  times  and  places  therein  meDtiooed  :— 
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ENLARGEMENT  OF  ERIE  CANAL— EASTERN 
DIVISION. 
Scaled  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Utica,  until  Monday, 
the  9th  day  of  October  next,  at  10  o'clock,  a.  m., 
(or  the  following  described  work : — 

Amount  ot 
Description  of  Work.      Penalty  in        Time  of 

Bond.         Completion. 

Section  No.  16 $7,600 ....  1st  April,  1856. 

,j  ob ....  ....    OjoUu .  •  •  •      ■ .  r.   -T'lj 

37 5,200....         '    „ 

„  57 7,000....  „     1867. 

58 9,500...,  „ 

„  59 6,000 „ 

60 6,000.... 

61 6,000....  „ 

.       ;,  62 12,400.... 

75 6,100....  „     1856. 

78 5,800.... 

■'•■■    „       131 5.300,...  „     1857. 

132 6,800.... 

133 6,000.... 

Lock  No.    31 6,600....  1st  July,    1866. 

38 6,000.... 

„  40 6,200....  „ 

42 6,200 

Waste  Weir  on  Sec.  120.  1,200 . . . .  Ist  April,  1856. 
Bridge    Abutments    on 
Sections  15,   16   and 

17 2,500....  1st  July,  1865. 

Bridge    Abutments    on 

Sections  36  and  37...    1,300 „ 

Bridge  Abutments  on 
Sections  57,  58  and 
59   and    Main    street 

Bridge  at  Fultonville.  3,000....  „     1856. 

Bridge    Abutments    on 

Sections  60,   61    and  .  ": 

62 2,000.... 

Bridge    Abutments    on 

Sections  75  and  78. . .   1,500....  „     1855. 

Bridge  Abutments  on 
Sections  111,  115.  121 

and  122 2,000 '"-.   V 

Bridge    Abutments    on 

Sections  132  and  133.      900....  „     1856. 

Culverts  on  Sections  59 

and  60 1,200.... 

Culverts  on  Section  75.      600 1st  April,  1866. 

Culvert  at  Van  Vran- 

ken's  OD  Section  18..      300 1st  July,  1855. 

Culverts  on  Sections  112 

and  121 1,100.. ..  Ist  April,  185G. 

Culverts     on    Sections 

131,132  and  183....    1,200....  Ist  July,  1866. 
Completion   of  Phillips' 

Aqueduct 1,300 1st  April,  1855. 

P.LACK  RIVER  CANAL. 

Sealed   proposals  will  be  received   at  the  En- 
gineer's Office  at  Lyons  Falls  until  Thursday,  the 
12th  day  of  October  next,  at  10  o'clock  a.  m.,  for 
the  following  described  work : — 
Reservoir  at  Wood  Hull 

Lake $3,700. . . .  1st  Oct..   1855. 

Reserv'r  at  N'rth  Br'nch 

Lake •. 5,500....    .     ;.^.  . 

11    Lock    Houses   from  .   . 

Boonville    to    Lyons  .    :.-  -'>  V 

Falls 1,000....  ",V 

Sluices    around    Locks 

No's.  31  to  69  inclus  .   2,900 ....  1st  Aug.   1855. 

MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  Satur- 
day, the  14th  day  of  October  next  at  10  o'clock 
in  the  forenoon  for  the  following  described 
work : — 

Section  No.l95 $6,400 ....  1st  April,  1857. 

196 4,300....   ^    _    „   ., 

>»  ^•'1 7,200....  1   •      :^  .'- 

Centre  Port  Aqueduct..   3,400....  „ 

Port  Byron       do.         .   7,000 

OSWEGO  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 


gineer's Office  in  the  village  of  Fulton  until  Mon- 
day, the  16th  day  of  October  next,  at  10  o'clock 
A.M.,  for  the  following  described  work  : — 
Section  No.  3  below  Sa- 

lina $4,000....  Ap'lloth.l£57. 

Section  No.  4  below  Sa- 

lina 7,400 „ 

Part  of  Sections  14  and 

15,  Gascon  Rapids...  12,700 '    m 

Part  of  Sections  16  and 

17,  above  Phoenix 6,400 „ 

Part  of  Sections  17  and 

18,  above  Phoenix  .. .   7,700 „ 

Part  of  Sections  22  and 

23,  Morseman  level . .   6,600 ....  „ 

Section  27  at  Fulton...   6,000....  „ 

CAYUGA  AND  SENECA  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
Tuesday,  the  17th  day  of  October  next,  at  10  o'- 
clock A.M.,  for  the  following  deicribed  work ; — 

Section  No.  9 $7,200....  1st  April,  1856. 

10 8,500.... 

Dam  and  Guard  Gate  on 

Section  10 5,000 „ 

Culverts  on  Sections  1  .  . 

to  5  inclusive 2,200....'  i    .      „ 

Road  and  Farm  Bridge  ■    ,! 
Abutments    on    Sec- 
tions 1,  4  and  10 2,300....  „ 

ENLARGEMENT    OF    ERIE   CANAL— WEST- 
ERN DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion  until  Wed- 
nesday, the  18th  day  of  October  next,  at  10  o'clock 
A.M.  for  the  following  described  work,  between 
Lockport  and  Rochester: — 
Section  276,  with  penalty  in  bond  of $9,000. 

It      *7i,     I)  )i         ,,     II      I o,iw, 

II       278,     ,,  ,,  ,,     „       ,1  ••--    7,000. 

II       279,     ,,  „         ,1     II       II ,600. 

.,       280,     ,,  ,,         ,,     „       ,,  . . .'.    8,400. 

It       281,     ,,  „         „     ,,       ,, 9,200. 

282,  ,,         <jf ..     „    ,,      „ 5,700. 

283,  „         jy'   „     „       4,100. 

316,  „  „  „  „  „    ...  6,600. 

317,  „  „  „  „  „  ••••  6,600. 
II  318,  ,,  „  „  ,,  „  ....  9,400. 
II  319,  ,,  „  „  „  „  ....  9,300. 
11  320,  ,,  .,  ,,  ,,  ,,....  9,200. 
II  322,  „  .4>„  „  „  ,,....10,100. 
II       323,  „  „  „  „  „  ....  8,000. 

II  o^i,       I,  I,  ,)       ,,  ,1   ....      (,lvU. 

II      326,     ,,         ,,        ,,     ,,      , 7,100. 

11       326,     ,,  ,,         ,,     ,,     .......   9,400. 

It       32/,     I,  ,,         ,,     ,,       , 7,600. 

II       328,     ,,  „         „     „       I,  ....   8,800. 

II       o-9|     II  ,1  ,,     II       „  ....    9,<00. 

II       330,     „  „         „     „       ,,....13,000 

1,      331,     ,,       „         II     n       1 8,500. 

II      332,     ,,  ,,         „     „       II  -.--   8,500, 

II      333,     „  „         „     „       ,,....  12,200. 

II       334,     „  „         „     „       „ 13,000 

,,      335,     ,,  „         ,,     ,,       „  . —   8,000, 

II      336,     ,,  ,,         „     ,,       „ 6,000 

Bridge  Abutments  on  Sections  276  to  283, 

inclusive 3,600. 

Bridge  Abutments  on  Sections  316  to  320, 

inclusive 7,300. 

Bridge  Abutments  on  Sections  330  to  336, 

inclusive 5,400 

Culverts  on  Sections  276  to  283  inclusive. .   6,200 

^        316  to  320        „       ..   5,600 

.,  vV,,*i     322  to  329         „       ..   8,000 

330  to  336        „.,    ..  4,000 

.,.        306  -v,-^    ..   1,000 

Waste  Weir  on  Section  330  .,       •  ■      500. 

Iron  superstructure  of  Gteoesee  at.  Bridge, 

Buff. 1,600. 

The  superstructure  of  Genesee  street  Bridge 
and  the  Culvert  on  Section  806  to  be  completed 
by  the  1st  day  of  April,  1855,  and  the  remainder 
of  the  above  work  by  April  1st,  1856. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received^  for  each  and 
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every  kind  of  work ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon ;  and  no 
propoeition  will  be  considered  complete  unless  » 
price  for  every  kind  of  work  included  in  such  pro- 
position is  diBtinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompaLied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  unitinf 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  witli  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  intciested  in  any  contract 
that  may  be  made  in  p  jrsuance  of  such  proposal. 

Every  proposal  for  work  or  materials  embraced 
in  .the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  sacb  proposal  and  two  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate uf  the  Supervisor  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  lor  the  payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sioner,until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  otherwise,  excessive 
and  disadvantageous  to  the  State,  they  may  de- 
cline all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as 
may  be  exhibited  at  the  several  offices  prior  to  the 
letting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  persons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specificatif^ns,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  Sept.  13tb,  1864. 
HENRY  FITZHUGH,  \ 

FREDERICK  FOLLETT,     '  Canal  Comm'rs 
CORNELIUS  QARDINIER,^ 
JAMES  M.  COOK.  C<Mnptroller. 
JOHN  T.  CLARK,  SUte  Eng.  and  Surrejor. 
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STATE  OF  NEW  YORK,  SECRETARY'S  OF- 
FICE, ALBANY,  AUGUST  10, 1864.  To  the 
Sheriff  of  tbe  County  of  New  York.— Sir:  Notice 
is  hereby  given,  that  at  the  General  Election  to 
be  held  in  this  State  on  Tuesday  succeeding  the 
tirst  Monday  of  November  next,  the  following  of- 
ficers arc  to  bo  elected,  to  wit; 

A  Governor,  in  the  place  of  Horatio  Seymour; 
A  Lientenaut  Governor,  in  the    place  of  Saa- 
ford  E.  Chnrch ; 

A  Canal  Commissioner,  in  the  place  of  Henry 
Fitzhugb ;  and 

An  Inspector  of  State  Prisons,  in  tbe  place  of 
Henry  Storms  ; 

All  whose  terras  of  office  will  expire  on  the  last 
day  of  December  next. 

A  Representative  in  the  Thirty-Fourth  Congress 
of  the  United  Slates,  for  the  Third  Congressional 
District,  composed  of  tho  First,  Second,  Third, 
Fiflh  and  Eighth  Wards  in  the  City  of  New  York; 
for  the  Fourth  District,  composed  of  the  Fourth, 
Sixth,  Tenth  andJFourtecnth  Wards  of  the  City  of 
New  York;  for  the  Fifth  District,  composed  of  the 
Seventh  and  Thirteenth  Wards  in  New  York,  and 
the  City  of  Williamsburg,  in  Kings  County  ;  for 
the  Sixth  District,  composed  of  the  Eleventh,  Fif- 
teenth and  Seventeenth  Wards  in  New  York  ;  for 
the  Seventh  District,  coniiiostd  of  the  Ninth,  Six- 
teenth and  Twentieth  Wards  in  New  York  ;  and 
for  the  Eighth  District,  oonipo.sed  of  the  Twelfth, 
Eighteenth  and  Nineteenth  Wards  in  New  York. 

County  officers  also  to  be  elected  for  said  Coun- 

ty:- 

Sixteen  Members  of  Assembly ; 

A  Surrogate,  in  the  placeof  Alexander  W.Brad- 
ford ; 
**    A  Recorder  in  the  place  of  Francis  R.  Tillou  ; 

A  City  Judge,  in  the  plaoo  o  f  Welcome  R.  Bee- 
be; 

A  Mayor,  in  fihe  place  of  Jacob  A.  Westervelt; 
**''  A  Register,  in  the  place  of  Garret  Dyckman  ; 

A  Commissioner  of  the  Streets  and  Lamps,  in 
the  place  of  George  G.  Glasier,  who  was  appointed 
to  fill  a  vacancy  caused  by  the  resignation  of  Hen- 
ry Arcularius ; 

A  Police  Justice,  for  the  Second  District,  in  the 
place  of  Daniel  W.  Clarke,  who  was  appointed  to 
filll  a  vacancy  caused  by  the  death  of  John 
M'Grath ; 

Two  Governors  of  the  Alms  House,  in  the  place 
of  Onstavus  A.  Conover  and  William  Pinkney,  ap- 
pointed to  fill  vacancies ; 

A  District  Attorney,  in  the  place  of  Lorenzo  B. 
Sbepard,  who  was  appointed  to  fill  a  vacancy  oc- 
casioned by  the  death  of  Nathaniel  B.  Blunt ; 

A  Civil  Justice  and  a  Police  Justice ,  for  the 
Seventh  Judicial  Dijtrict,  composed  of  the  Twelfth, 
Nineteenth  and  Twenty  second  Wards ; 

A  Police  Justice  for  the  Eighth  Judicial  District, 
composed  of  the  Sixteenth  and  Twentieth  Wards. 
-    '""•'■*•'         Yours,  respectfully, 
.--     /      ;:        -:,  j,    ^    LEAVENWORTH, 

,;  Secretary  of  State. 

"'       •'  ''  "•     '  Sheriff's  OrricK, 

^-'  New  York,  August  14,  1854. 

The  above  is  published  pursuant  to  the  notice 
of  the  Secretary  of  State,  and  the  requirements  of 
the  statute  in  such  case  made  and  provided. 

JOHN  ORSER, 
Sheriff  of  the  City  and  County  of  New  \ork. 
All  the  public  newspai)er8  ia  the  County  will 
publish  the  above  once  in  each  week  until  the 
election,  and  then  hand  in  their  bills  for  advertis- 
ing the  same,  so  that  they  may  be  laid  before  the 
Board  of  Supervisors,  and  passed  for  payment. 
See  Revi-ed  Statutes,  volume  1,  chapter  6,  title 
3,  article  od,  part  Ist,  page  140. 

JOHN  ORSER,  Sheriff. 
'     Sept.  1,1864. 

■  ■-•''♦■;- ^    Railroad  iron.     ^ 

2/'"VfA/'\   TONS   Railroad   Iroii,  54    to  60  lb«.  per  liueal 
•UUU  jar4    For  Mie  by 
'  j     -_  THEODORE  DEHON, 

,  •      -  *         ..     ..  20 >»  Broadway, 

=  '.  fft,c  York. 

CootracU  made  as  above  for  Raibi  deiverable  at  Snf^Uah  or 
American  ports  at  lowest  ntea. 


ASUCROFT  STEAM    d^AUGB. 


AMERICAN 

STEAM  GAUGE 

CO.MPANY. 

BOLE  PBOPRIETORri 

AKD 

MANUFACTURERS 

FOK  THE 

UNITED  STATES. 


■X'-jK    ■:■■    •:,.■ 


THE    COMl'ANT 
ARE     PREPARED    TO 

EXECUTE 
ORDERS     FOE    THEIR 

GAUGE 

AT    THCIR      MINDFACTOBY 

No.  4  Cfiarletfoun  Street. 
BOSTON.  MASS. 


THIS  Company  purchased  of  Mr.  H.  H.  AiHCRorT  the  Patent  for  the  above  Gauge  in  February  last,  and  they  prerome  there 
is  no  neceasily  of  stating  the  benefit  of  this  relcbrated  Gauge,  which  has  obtained  so  much  rop<ite  throughout  the  Country 
during  the  last  three  years,  as  a  matter  of  economy  and  safety  fur  Railroads,  Stationary  Boilers  and  Steamers  its  equal  has  never 
been  discoverwl.  The  Company  also  purchased  of  Mr.  Ashcboft  tho  Patent  for  the  Fontaio  Moreau  or  India  Rubber  Oaiicro 
of  which  the  Eastman,  Lowe  and  OiTmaii  Gauge  arc  considered  by  them  to  be  iufringmcnts.  They  will  furnish  the  India  Rubbtr 
Gauge  If  desirtHl,  although  they  tliink  it  cannot  be  depended  upon.  41  ly 


Screw  Pile  Foundations. 


j««aMW..^xJW^ 


..«^? 


ALKXANDKH  .MITCTTELL'S 

Patent    Iron    Serew   Pile, 

FOR  nl>taiiiinL'  |H-miarierit  foiimlutinns  nn  Rirers,  Morasses, 
iukI  Qiiirl.:<tniiln.  lor  Hiilway  BriiIi.'<'S,  Viaducts,  De(iot8, 
WhurveK,  &<•  I.  W    P.  LEWIS,  C.  E., 

Atr^'it  in  t/i''  United  Stales, 
No.  30  South  5tb  street,  Philadblphia. 

NUGENT'S  COLL.EGE 

OF 

ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.  Nugent,  C.  E.,  Principal. 

THE  <lcsign  of  this  Institution  ia  to  afford  young  men  an  op- 
portunity of  acquiring  a  knowledge  of  the  profession  of 


RAILUOAD  SPIKES. 


^^Nt' 


s^-**-^ 

■V**^" 


WROUGHT  IRON 

Cliairs  and  Fasten iug^s. 

THE  undersigned  will  continue  to  manuAictiire  with  increa-seil 
facilities,  HOOK  6c  FLAT  IIBA  D  RAILROAD  SPIKE.x, 
of  all  pntterns,  WUOUOHT  and  CAST  (HAIRS  and  FAST 
ENINGS,  BOILER  HIVRT.*",  BOLTS,  SHIP  and  BOAT 
8PIKE8,  Ac,  &c 

The  boat  ((tiality  of  Bedaed  Iron  is  used,  and  all  orders  fUle<l 
with  despatch. 

J.  H0PKIN80N  SMITH, 
No.  25  South  Charles  ttr. 
W3r  Please  direct  the  name  in  full 
Baltimore,  July  1st,  1854.  33  tf. 

American  Railway  Guide. 

BEST  ADVEETISING  MEDIUM  EXTANT. 
Circnlatiou    2§i,000    iHontlilf. 

WITH  A  NEW  RAILWAY  MAP. 

THE  "Amkricak  Railway  Gcidk"  is  the  only  work  of 
the  kind  which  contains  information  for  ail  sections  of  the 
United  States  an  d  Canada ;  and  in  everj-  respect  is  a  complete 
and  accurate  hand-bofik  for  the  traveller.  Besides  the  routes, 
distances',  fafes,  and  the  times  of  starting  and  arrival  of  trains, 
the  woik  furnishes  in  a  condensed  form,  or  in  notes,  a  great 
amount  of  information  respecting  Steamboats,  Cunals  aiia 
Stage  Routes,  connecting  with  tlie  several  Railroad*.  Xi - 
sued  on  the  first  of  every  mouth,  and  is  always  thorwughiy  .^r- 
re-tod  fi-om  official   infurniatinn  to  J.ito  <.f  publicatioiL     Su« 


Civil  Engineering,  and  to  Mechanics  and  Tradesmen  a  soundl*^.''':''%f  ^'^^^  ?;?"'''".^^'"*?''' '""P'*'*  J2>i  cents  :  agents  s..p-  . 


theoretical  and  practical  knowfedge  of  Mathematics,  Arcbitec 
tural  and  Mechanical  Drafting,  Plain  ami  Ornamental  Penman- 
ship, Sic. 
For  ftartbcr  particulars  address  the  Principal 


SEPTIMUS  NORRIS, 

CIVIL  MECHANICAL  &.  CONSULTING  ENGINEER 

OFFF'RH  hLs  senices  to  Railroad  Cempanie.^  and  Kngiiieers, 
to  provide  them  with  Plann  and  Proportions  of  Locomo 
tives  fur  burning  coal  or  wood  ;  calUng  the  attention  of  Engi- 
neers and  Railroad  .Managers  to  his  AVir  Patent  Boiler  for 
burning  Anthracite  Coal;  also  Plans  for  Depot  Buildings, 
Railroad  Toots,  and  all  kinds  of  Machinery  appertaining  to 
Railroads  ;  he  will  also  superintend  personally  the  ccnstraction 
and  building  of  any  Locomotives  they  may  order,  in  tliis  or  any 
other  city,  so  ad   to   in^.ure  the  Cunipaoies  receiving  good  ma- 

cliinfes  and  t^ithful  workmanship. 

Having  been  engaged  for  iii<uiy  years  professionally  as  Engi- 
neer upon  many  of  our  moet  important  Roads,  in  their  Ix)ca- 
tion,  Building  and  Equipment,  and  for  tho  lB.<it  20  years  practi- 
cally engaged  ia  the  Manufacture  of  Locomotives,  feels  satis- 
fied, he  can  sare  the  Companies  who  inay  think  proper  to  en- 
gage his  services,  many  aolhirs  and  loss  hy  receiving  imperfect 
maehiHta,  which  have  been  buUt  and  put  together  tuLstily. 
Address  to  No.  'i^  i^otumer  st,  P^delpbia. 
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Mew  York  and  Erie  R.  ^« 

On  and  after  Wi^dnesday,  Srpt.  •iiith,  and  until  further  notice 
j_^WP%  PAyr^EXOEHTRALN'S  , 

mJ^^  will  leare  Pier  foot  of  Duanc  street,  j 


as  follows,  viz  :  — 


BcFFALo  EspBESS,  at  C  a.ui.  for  Buffalo. 

DcKKiRK  Express,  at  t!  a.in.  for  Diuikirk. 

Mail,  at  8%  a.m.  for  Dunkirk  and  Buffalo,  and  interme.liate 
stiOionfi, 

Rockland  Passenger,  at  3X  pim ,  (f^om  foot  of  Chambers 
Street)  via  Pierroont,  for  Suffem  and  intermediate  stations. 

Way  Passknger,  at  4  p.m.,  for  Otisville,  and  intermediate 
stations. 

Night  Express,  at  5)^  p.m.  for  Dunkirk  and  Buffalo. 

Emigrant,  at  6  p  m.,  for  T>unkirk  and  Bnfflilo  and  intermedi- 
ate stations. 

On  Sundays  only  one  Express  Train— at  53<  p.m. 

These  Express  Trains  connect  at  Buffalo  with  first-class 
splendid  Steamers  on  I^kc  Erie  for  all  ports  on  the  Lake ; 
and  at  Dunkirk  with  the  Lake  Shore  Railroad  Ibr  Cleveland, 
Cincinnati,  Toledo,  Detroit,  Chicago,  etc 

D.  C.  McCALLUM,  General  Sup't. 
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PltlNCIPAL  CONTKNTS. 


New  York  and  Erie  Railroad 657 

General  Railroad  Law  of  New  Hampshire 662 

Railroad  Convention  in  Ohio 663 

Earnings  of  Railroads  for  September 664 

Rftihoads  of  Texas 666 

Joaraal  of  Railroad  Law 668 

Cincinnati  and  Marietta  Railroad 668 

Ogdensburgh  Railroad * 669 

Stonington  Railroad 669 

Railroads  of  New  Hampshire 669 


Transportation  Expenses  ..82,740,961 
or  61  per  cent. 

Incidental  charges 398,665 

Interest  on  F  unded  Debt ...   1 ,491 ,667 


Profits . 


$4,631,193 
746,080 
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Krie  Railroad. 

REPORT    OP    THE   COMMrTTEE   OP   INTESTIGATION. 

We  give  in  another  col  am  n  the  report  of  the 
Committee  (of  the  Banks,  we  believe)  appointed 
to  make  an  examination  into  the  affairs  of  the 
Erie  Railroad  Company.  The  report  contains 
little  that  is  new  or  of  interest  to  a  person  fami- 


.4  .at!.' 


85,376,273; 

or  something  over  seven  per  cent,  on  the  total  cost 
of  the  road. 

The  attention  of  the  Committee  appears  to  have 
been  mainly  directed  to  an  examination  into  the 
condition  of  the  Company's  affairs,  and  the  man- 
ner in  which  they  were  conducted.  The  exami- 
nation does  not  reach  back  farther  than  Sept.  30, 
1852,  covering  a  period  of  only  two  years.  Some 
misstatements  in  the  report  of  1852,  with  which 
the  readers  of  the  Journal  are  familiar,  are  ex- 
posed and  severely  censured.  Since  the  report 
of  that  year,  we  are  not  aware  that  there  has  been 
much  to  condemn  in  the  ktatements  of  the  Com- 
pany. It  does  not  appear  that  the  directors  were 
party  to  the  erroneeus  statements  at  the  time  they 
were  made,  though  they  did  not  make  a  public 
correction  of  them  when  discovered.  The  com- 
mission of  such  mistakes  shows  the  danger  of  hav- 
ing stock  speculators  fill  important  places  in  rail- 


Iiar  with  the  history  of  this  company.  By  such,  al       , 

^    .    .,     ,    ^,  ,  ....  J    ,    road  companies, 

report  similar  to  the  one  made  was  anticipated.  It  i     „   i    i.-     /.    n,    v.    i     .i. 

.,,      ^ ,.,,,.,.  _  ,  ,  .        By  looking  furtherback,  other  causes  for  censure 

will  not  be  without  its  influence,  however,  and  is  I        ,,         -^  ^^     x.        ^         j.  ^    , 

_,,  .  J     ,  .     ..  ,  ,1  would  probably  have  been  discovered,  but  no 

worth  a  great  deal  to  the  company,  as  the  result  I       j         u  u  ^.  a       j  .t.        • 

-  ,,  .     ^.  J  ..  •  ..         /.  good  would  have  resulted,  and  there  IS  a  general 

of  the  examination,  and  the  conviction,  of  men  i^.       ...      .  i  •  .    ,     .. 

,  ....  ,^,.  ,       idisposition  to  proclaim  an  amnesty  for  the  past, 

in  whose  opinions  the  public  are  accustomed  to'         ..  j  .v.    /•  .         u  n  j      *      -"l 
. ,  provided  the  future  shall  deserve  it, 

The  report  states  the  cost  of  the  road  on  the 
80th  of  June  last,  to  have  been  $34,860,004,  made 
up  as  follows  :  ■    .:■■ ,  •  "  / 

Capital  Stock . .  ,...  S10,017,700  i"^" 

-':■>■■  Funded  Debt 23,500,000    '^   -'- 

« '•   V-:; '.     Floating  Debt 1 ,332,804      "^ ? 


.^.^;.^v^^-       Total S34,850,004  ' 

The  operations  for  the  year  ending  Sept.  30th, 

1854,  are  stated  as  follows  : 

Earnings  from  freight $3,394,598 

"  •'     passengers 1,728,068 

"  "    misceUaneous. 263,607 


Total  Earnings ". '.. .  .V . .  $5,876,278 

The  payments  on  account  of  interest, 
and  current  expenses  for  the  same  peri- 
od, hare  b(.en —     .     ...;:.  _      .  •, 


To  achieve  the  results,  of  which  the  Committee 
believe  the  road  to  be  capable,  they  recommend — 

1.  That  the  construction  account  be  closed. 

2.  An  increase  in  the  tariff  price  of  freight 
and  passengers,  both  way  and  through. 

3.  That  no  dividends  be  paid  till  the  floating 
debt  is  disposed  of. 

4.  That  a  sinking  fund  be  established,  to  be 
paid  monthly  into  the  hands  of  Trustees,  inde- 
pendent of  the  Company. 

5.  That  the  President  and  Vice-President  of  the 
Company  be  required  to  give  their  whole  time 

aud  andivided  attention  to  the  duties  of  their  re- 
spective offices. 

Now  while  we  agree  with  most  of  the  above 
recommendations,  we  do  not  see  how  the  first  is 
to  be  carried  out  witboot  foregoing  dividends  al- 


together, for  many  years  at  least.   It  may  be  laid 
iown  as  an  axiom  in  railway  economy,  that  the 
cost  of  a  railroad  increases  in  ratio  of  its  receipts. 
If  this  were  not  so,  it  is  easy  to  see  that  roads 
jmight  go  on  increasing  their  profits  ad  inJiHitum. 
|But  the  profiti  of  railway  investments  are  limited 
as  well  as  thoie  of  any  other  kind  of  business  i 
Bind  an  increase  of  receipts  by  no  means  implie* 
tin  increase  of  the  rale  of  gross,  or  net  earnings. 
The  Erie  Railijoad  cannot  do  a  business  of  S7,000,- 
000  a  year  wiih  the    same  capital  it  could  one 
of  $5,000,000.1  Otherwise  it  would  have  the  royal 
road  to  wealtjh.     For  the  present  the  earnings 
should  increase  faster  the  cost  of  the  road,  becauM 
the  business  \i  not  yet  up  to  the  capacity  of  the 
track  or  machinery  ;  but  let  this  capacity  be  onco 
reached,  aud  increase  of  capital  and  receipts  will 
go  on  very  yearly  pari  passu.    We  think  that 
it  will  be  safe  to  assun^e,  however,  that  from  the 
present  time  the  capital  will  increase  in  one-half 
the  ratio  of  this  receipts.  We  estimate  the  IncreaM 
of  net  receipts  at  7  per  cent.,  and  the  increase  of 
capital,  consequently,  at  S>2  per  cent.,  equal  to 
an  increase  of  $1,220,000  for  the  first  year,  and 
of  course  a  larger  sum  for  the  second.    Now  if 
the  directors  will  look  at  the  history  of  our  mo«t 
successful  and  t>est  managed  roads,  they  will  find 
that  had  their  construction  accounts  been  closed, 
aa  they  propose  to  close  that  of  the  Erie,  not  the 
first  penny  wo^d  have  been  paid  in  the  shape  of 
dividends — although    such    roads,   without    any 
charge  of  misibaQagement,  have  returned  in  divi- 
dends their  firk  cost  of  construction.  To  ckwe  the 
construction  account  on  the  Erie  Road  will  be  at 
the  expense  of  dividends  perhaps  for  ten  years  to 
come :  a  matter  not  to  be  thought  of:  and  we  do 
not  like  to  se0  the  Committee  weaken  the  moral 
force  of  their  oecommeudations  by  assuming  posi- 
tions that  cannot  be  sustained.    The  construction 
account   of   tke   Erie  Road    cannot   be   closed. 
There  is  no  reftson  for  doing  so.    The  argumeot 
against  keeping  this  account   open  mi^Lt  bare 
been  urged  wilth  equal  force  agaitist  the  c  nitruc- 
tiOD  of  the  road  on  the  outset.    The  object  of  the 

road  wab  to  accommodate  the  business  of  its  line, 
nol  one-half  or  \one-quarUr,  but  the  tehole.  If  this 
business  doubly  in  five  years,  as  it  will,  the  new  btt- 
siness  most  be  provided  for  as  well  as  tUo  old.  & 
The  first  coat  of  the  road  was  estimated  at  «,- 
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000,000.  Suppose  iis  projectors  bad  required  its 
CApiUl  account  to  be  closed  upon  the  expenditure 
of  that  8um :  what  would  bare  been  tbe  result  1 
Or  to  take  a  better  illustration;  tbe  total  cost  of 
tbe  road,  Sept.  80,  1861,  five  montbs  after  its 
opening  to  Lake  Eric,  was  about  $24,000,000.  In 
less  than  three  years  it  has  increased  more  tban 
ten  millions,  a  sura  nearly  equal  to  tbo  gross  earn- 
ings for  tbe  same  period.  Where  would  the  road 
have  been  bad  it  been  required  to  close  its  capital 
account  at  the  date  of  its  opening  1  Why,  it  would 
have  proved  a  disastrous  failure,  as  all,  and  none 
more  clearly  than  the  Comuiittee,  cau  easily  see. 
The  illustration  put  may  serve  as  a  guide  for  tbe 
future.  The  Committee  have  clearly  not  con- 
Bidered  tLe  effect  of  this  recommendation,  or  they 
would  not  have  made  it. 

We  are  aware  that  the  increase  of  "capUa2  ac- 
count"  \3  the   bugbear  that   fiightens  the  pur- 
chasers of  railroad  securities,  as  well  a.s  the  pro- 
cess by  which  the  means  of  companies  are  wast- 
ed, and  their  roads  mismanaged  and  male  ship- 
wreck.    It  is  the  weak  spot  in  the  system.    While 
a  road  is  in  progress,  the  feeling  that  the  road  can 
bo  constructed  only  through  the  exercise  of  great 
watchfulness,  and  the  most  rigid  economy,  secures 
the  exercise  of  such  qualities.    After  it  is  opened, 
its  great  success  relieves  the  Company  of  the  ne- 
cessities  that  made  them  vigilant  and  saving. 
Credit,  which  follows,  gives  them  the  command  of 
ample  means,  and  extravagant  anticipations  of  the 
future  naturally  begets  a  lavishnesa,  and  indifier- 
ence  as  to  the  expenditure.     Stockholders  think- 
ing success  secured,  cease  to  watch  the  conduct 
of  directors,  and  both  go  sleep,  to  wake  and  find 
their  property  half  wasted.     We  think  we  might 
same  several  important  roads  of  which  the  above 
ts  not  an  overdrawn  picture.     We  wish  to  arouse 
all  such  from  the  lethargy  into  which  they  are  li- 
able to  fall,  and  the  Erie   among  others.     In  a 
country  like  the  United  States,  the  development 
of  whose  resonrccs    has    only  commenced,  and 
the  receipts,  and  consequently,  the  coat  of  whose 
railroads,  must  increase  equally  with  such  de- 
velopment, it  is  useless  to  talk  of  closing  construc- 
tion accounts.    But  tbo  stockholders  of  our  roads 
mu^t  fee  th.it  such  increase  only  as  is  required,  is 
made,  and  that  such  increase  bo  faithfully  ex- 
pended.    So  expended,  it  is  just  as  proper  as  was 
the  original  outlay  for  construction. 

Tlie  Committee,  very  properly  under  the  cir- 
camstauces,  advise  that  no  dividend  be  declared 
till  the  floating  debt  be  paid.  We  suppose  this 
recommendation  is  intended  to  apply  to  the  In- 
come Bonds,  should  thay  not  be  met  at  maturity  ; 
or  should  they  be  paid  in  full,  or  in  part,  by  the 
creation  of  an  additional  floating  debt.  Now  as 
tbe  road  appears  to  be  earning  at  least  seven  per 
cent,  npon  its  cost,  and  as  the  floating  debt  is  a 
part  of  this  cost,  we  see  no  reason  why  capital 
should  be  paid  off  from  earnings,  except  upon  the 


ever  made  by  the  Erio  Company.  We  wish  to 
wait  to  see  whether  one  has  been  earned  beyond 
all  cavil  and  pcradventure,  and  because  the  float- 
ing debt  cannot  be  disposed  of  without  an  unjusti- 
fiable sacrifice ;  but  the  fact  that  one  is  earned 
having  been  established,  and  the  liabilities  funded 
at  a  rate  not  exceeding  seven  per  cent.,  with  suit- 
able provision  made  for  its  ultimate  liquidationi 
then  we  are  in  favor  of  a  dividend,  whether  it  be  in 
six  months,  or  six  years.  The  recommendations 
of  the  committee  are  proper,  but  not  the  reason  in 
which  they  are  'founded. 

Tbe  report  of  the  Committee  is  silent  upon  the 
most  interesting   topic  connected  with  the  Erie 
Boad ;  the  payment  of  the  Income  Bonds.     This 
matter  is,  we  presume,  receiving  the  careful  con- 
sideration of  the  ucv>'  Board.  Without  pointing  out 
what  course  should  be  adopted,  we  are  clear  it 
should  be  such  as  would  secure  the  greatest  con- 
fidence in  the  value  of  the  company's  securities, 
irrespective  of  the  immediate  eflTect  it  may  have 
upon  the  market  value  of  the  stock.    The  moment 
the  company  can  sell  a  new  seven  per  cent,  loan, 
(with  a  sufficient  sinking  fund  to  liquidate  it  at  ma- 
turity") they  are  instantly  relieved  from  their  em- 
barrassments, and  a  dividend,  if  earned,  becomes 
not  only  practicable,  but  proper.    Suppose  the 
company  announce  that  they  will  devote  the  en- 
tire earnings  of  the  road  to  the  payment  of  the 
floating  debt  and  Income  Bonds,  till  tncsc  are 
paid,  and  should  place  their  earnings  in  the  hands 
oi  Trustees  for  these  objects,  would  not  the  eflect 
be,  if  time  should  verify  the  estimated  profits,  to 
place  the  securities  of  the  company  at  a  premium  1 
They  have  been  at  this  figure  without  any  pro- 
vision made  for  their  payment.     Why  may  this 
not  be  again  the  case,  with  such  provision,  and 
with  receipts  far  greater  than  the  most  sanguine 
estimate  1    It  suikes  us  that  the  most  eflectual 
way  of  putting  up  the  stock,  and  securing  a  divi- 
dend at  the  earliest  practicable  moment,  is  to  take 
such  steps  as  will  secure  the  highest  degree  of 
couQueuco  on  the  part  of  the  bond-holders,  and 
capitalists.     As  soon  as  the  policy  and  mettle  of 
tbe  company  have  been  sufficiently  tested,  there 
would  be  no  difficulty  in  negotiating,  at  par,  a 
new  loan  to  meet  immediately  impending  liabili- 
ties.    A  dividend  cannot  be  paid  at  present  under 
any  circumstances  !     Ought  the  company  to  sub- 
mit to  any   further  losses  by  way  of  discounts 
on  t'leir  loans  1    If  not,  then  clearly  the  oourse 
that  will  quickest  place  their  bonds  at  par,  is  the 
one  to  be  taken.     What  such  a  course  should  be 
is  better  known  to  sarans  in  monetary  matters 
than  to  ourselves. 

Subjoined  is  the  Committee's  report. 


6.  The  principle  governing  the  classification  of 
Construction  and  Transportation  Accounts. 

6.  The  Construction  Account. 

7.  The  additions  to  the  Bed,  Track,  Cuttings, 
Embankments,  Rolling  Stock,  &c. 

8.  Tbe  Property  of  the  Company. 

9.  The  ordinary  sources  of  Income.         '-'  ^ 

10.  The  ordinary  charges  upon  Income. 

11.  Tbe  gross  and  net  Earnings  as  exhibited  by 
the  Books. 

12.  Tbe  prospective  Revenue. 

We  bad  also  inquired  into  such  acts  of  your 
Board  as  have  come  before  us  incidentally  in  in- 
vestigating the  above  subjects. 

Tbe  period  inquired  into  is  that  between  Sept. 
30th,  1852,  and  Sept.  30th,  1854.  The  complete 
returns  terminate  with  June  30th,  1864,  but  with 
the  help  of  partial  returns  and  estimates,  we  arc 
able  to  come  with  proximate  accuracy  to  Sept. 
30th,  1854.  The  resolution  of  your  Board  invited 
inquiry  "for  such  i>eriod  as  we  might  see  fit,"  and 
authorized  us  to  "question  the  officers  of  the  Com- 
pany concerning  the  same."  On  consulting  with 
each  other,  we  thought  that  the  purposes  to  which 
we  were  called  would  bo  answered  by  going  back 
to  Sept.  SOth,  1862,  at  which  time  the  road  had 
been  in  operation  nearly  a  year  and  a  half,  and 
two  dividends  had  been  declared. 

Mr.  Qeorge  Uolbrook,  of  Boston,  an  experienced 
accountant,  well  versed  in  railroads,  and  recently 
favorably  known  in  this  community,  has  been  em- 
ployed to  aid  us  in  the  general  examination.  We 
have  found  the  officers  of  the  Company  ready  to 
render  every  assistance  in  their  power,  and  to 
answer  all  questions.  We  therefore  feel  justified 
in  assuming  that  the  examination  is  thorough  for 
the  time  which  it  covers,  and  the  subjects  to  which 
it  relates. 

REPORT    OF    SEPT.  30,  1852. 

We  assume  the  condensea  Balanced  Sheet  of 
1852,  hereto  annexed  (A,)  to  be  a  correct  exhibit 
of  the  aflairs  of  tbe  Com{iany  on  that  day.  The 
balances  have  been  compared  by  Mr.  Holbrook 
and  found  right — certain  corrections  being  made 
in  the  construction  and  transportation  accounts, 
which  will  appear  by  reference  to  the  note  to 
Schedule  (A.) 

You  will  observe  that  certain  discrepancies  ex- 
ist between  that  statement  and  the  published  Re- 
poit  of  the  standing  of  the  Company  at  the  same 
time,  made  by  the  Treasurer  in  pursuance  of  law. 
These  discrepaacies  are  principally  as  follows : 

First — The  fioating  debt  is  represented  in  the 
published  Report  at  S'l, 323,053  55,  whereas,  in- 
cluding unpaid  interest  and  dividends, paymasters', 
i&c.,  accounts,  and  other  accounts  payable,  it  then 
amounted  in  gross  to — 

(C) S2,771,650  29 

Deduct  accounts  and  bills  receiv- 
able (C) 387,143  46 


New  York  *nd  Erie  Railroad. 

REPORT    OF    COMMITTEE    OP    £X4MINikTI0N. 

To  the  Board  of  Directors  of  the  New  York  and  Ene 
Railroad  Company. 

The  Committee  organized  on  the  14th  ult.,  at 
ground  that  the  company  cannot  fund  ih\i  debt,  I  ^*^®  request  of  your  Body,  to  "examine  into  all 
nor  carry  it,  by  borrowing,  without  loo  great  a 
sacrifice.    Now  assuming  that  the  Erie  Railroad 


Is  earuiiig  seven  per  cent,  upon  its  cost,  as  the 
Committee  adroit,  then  they  should  have  recom- 
mended that  no  dividend  bhouid  be  declared,  till 
tbe  floating  debt  could  have  been  funded,  at  par. 
We  say  this,  not  because  we  think  a  dividend 
should  be  declared  at  present,  for,  as  is  well 
known,  we  have  been  opposed  to  aJt  th«  dividends 


tbe  books,  papers,  accounts  and  transactions  of 
the  Company,''  submit  the  following  report : 

SUBJECTS  EXAMINED. 

Under  the  authority  derived  from  the  Board, 
we  have  inquired  into — 

1.  The  system  of  Checks  and  Accounlti. 

2.  Tbe  Printed  Reports  of  tbe  Company,  to  as- 
certain whether  they  correspond  with  the  Books. 

3.  The  state  of  the  Stock  Account. 

4.  Tbe  amount  of  the  Stock  and  other  Indebted- 
ness of  the  Company. 


Balance  floating  debt  (II)..  .S2,384,40G  83 
Second — The  passenger,  freight,  and  other  earn- 
ings, are  represented  in  the  Report  as  follows  : 

Passenger  eaminge $1,882,636  87 

Freight 1,883,198  76 

From  other  sources 271,930  90 


Total $3,637,766  53 

The  actual  earnings  for  the  .same  time  were : 

Passengers $1,286,732  38 

Freight 1,761,016  01 

Other  sources 272,157  76 

ToUl $3,319,906  14 

The  flrst  discrepancy  was  caused  by  regarding 
Bills  Payable  as  alone  constituting  a  ^Floating 
Debt,  and  by  deducting  from  them  the  value  of 
the  Bufialo  and  State  Line  Railroad  stock,  and  of 
the  Fuel  on  hand,  Cash,  acceptances  for  Iron  not 
received,  and  Bills  Receivable.  The  Balance  is 
assumed  to  represent  the  Floating  Debt. 

The  second  discrepancy  is  caused  by  reporting 
only  the  credits  of  Passenger  and  Freight  Earn- 
ings, without  deducting  debit  amounts  to  be  re- 
funded to  independent  connecting  roads.     Tbe 
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item  "Other  Sources,"  iti  the  Report,  is  made  up 
by  adding  the  Hudson  River  Ferry  E;irnings  to 
the  Ledger  Balance,  which  appears  to  be  correct; 
since  the  Ferry  Expenses  are  reported. 

We  leave  your  Body  to  determine  the  reasons 
for  these  erroneous  statements,  and  to  whom  they 
are  to  be  charged.  We  can  see  no  justidcation 
for  them.  It  appears  in  evidence  before  us, 
that  the  knowledge  of  them  came  to  the  then 
Board  of  Directors  in  a  short  time  after  the  Re- 
port had  been  sent  to  Albany  by  the  Treasurer, 
and  that  the  subject  was  investigated  by  their 
orders.  We  think  they  erred  in  not  frankly  ex- 
posing them.  Since  September,  1852,  your  Board 
has  had  to  contend  against  the  effects  of  a  divi- 
dend declared  when  not  fully  earned,  and  the  re- 
presentation of  your  Floating  Debt  as  far  below 
its  actual  amount. 

A  development  like  this,  in  the  outset,  led  us  to 
regard  all  after  transactions  with  suspicion,  and 
to  scrutinize  them  rigidly.  The  results  have  been 
higly  favorable  to  tiie  Company. 

SYSTEM    OP    ACCOUNTS. 

The  mode  of  keeping  the  books,  and  the  system 
of  checks,  first  attracted  our  attention.  This  is 
best  described  in  the  testimony  of  Mr.  Bremner. 
the  General  Book-keeper. 

1.  Stale  the  SysUm  of  Accounts  as  to  Receipts. 

The  rule  is  that  the  Agents  must  remit  to  the 
Treasurer  daily,  all  moneys  received  on  account 
of  the  Company. 

Upon  the  receipt  of  tlie  remittances  by  the 
Treasurer,  they  are  all  counted  and  examined, 
and  placed  to  the  credit  of  "Transportation  Re- 
ceipts" on  the  Cash  Book,  and  upon  a  side  book 
are  placed  to  the  credit  of  the  Agents  personally ; 
the  state  of  the  personal  credits  to  the  Agents 
agreeing,  daily,  with  the  amount  placed  to  the 
credit  of  "Transportation  Receipts"  on  the  Cash 
Book. 

At  the  end  of  the  month  Cash  is  charged  on  the 
General  Ledger  with  the  total  of  the  receipts 
during  the  month,  and  "Transportation  Beceipta" 
is  credited  with  the  same  amount,  thus  leaving  to 
the  credit  of  "  Transportation  Receipts"  the 
amount  received  by  the  Treasurer  during  the 
mouth.  The  Treasurer  theu  makes  a  report  to 
the  General  Book-keeper  of  the  amount  received 
from  each  agent,  the  total  of  which  should  agree 
with  the  amount  credited  to  "Transportation  Re- 
ceipts." The  General  Book-keeper  makes  an  en- 
try crediting  the  Agents,  personally,  with  the 
amounts  received  from  each,  and  charges  "Trans- 
poitation  Receipts"  with  the  toUl  amount;  or, 
which  is  the  same  thing,  charging  "Transportation 
Receipts"  with  the  same  amount  that  the  Treasu- 
rer has  credited  it  with,  thus  closing  monthly, 
"Transportation  Receipts"  account. 

'Transportation  Receipts"  account  is  merely  a 
memorandum  account  through  which  the  Agents 
get  credit  for  the  amounts  remitted  by  them,  or, 
in  other  words,  instead  ©f  crediting  each  Agent 
daily  on  the  Cash  Book  with  the  amounts  remitted 
by  them,  it  is  first  carried  into  "Transportation 
Receipts"  and  at  the  end  of  each  month  'Trans- 
portation Receipts"  is  charged  with  the  amounts 
received  from  each  Agent,  and  the  Agent  gets  his 
appropriate  credit  through  a  Journal  eatry,  in- 
stead of  through  the  Cash  Book. 

2.^As  to  Expenditures  for  Construction. 

Expenditures  for  Construction,  except  contract 
work,  are  made  under  the  direction  of  the  General 
Superintendent,  and  under  the  immediate  super- 
vision of  the  Superintendents  of  Division,  who 
certify  to  the  vouchers  for  the  expenditures.  Con- 
tracts are  made  by  a  Committee  of  the  Board  of 
Directors,  called  the  "Committee  on  Contracts  ;" 
the  vouchers  for  payments  under  such  contracts 
•  are  approved  by  the  Chairman  of  the  Committee. 

3.  As  to  the  ExpencLitures  for  Transportation. 

All  expenses  fjr  "Office  and  Station  Expenses," 
"Cost  of  Running,"  "Repairs  of  Machinery,"  "Re- 
pairs of  Track  and  R^^adway,"  "Repairs  of  Build- 
ings, &c.  "Cost  of  Operating  lelegraph,"  and 
the  "Expenses  of  Hudson  River  Ferry,"  between 
New  York  and  Piermont,  are  charged  to  "  Trans- 
portation ExpensM."   The  Interest  on  the  Funded 


and  Floating  Debt,  and  Dividends  ou  Stock  are 
charged  to  "Transportation." 

"Transportation"  is  charged  with  : 

Interest  ou  Funded  and  Floating  Debt. 

Dividends  on  Stock. 

Rent  of  Union  Railroad. 

Taxes. 

Transportation  Expenses,  and  such  other  items 
as  properly  belong  to  it. 

Transportation  is  credited  with  the  Earnings  of 
the  Road,  such  as  Freight  Earnings,  Passenger 
Earnings,  &.c.,  as  will  mure  fully  appear  from  the 
tabular  statement  of  earnings. 

4.  As  to  other  charges. 

There  are  no  other  charges,  except  the  current 
business  of  the  Company  between  other  railroad 
companies  or  individuals. 

b.^As  to  Income  and  Earnings. 

The  Earnings  of  the  Company  are  principally 
made  up  from  the  transportation  uf  freight  and 
passengers. 

The  Freight  Earnings  are  made  up  from  the 
waybills  of  goods  transported  over  the  Road. 
Each  Agent  is  charged  with  the  freight  and  char- 
ges on  the  goods  destined  for  bis  station,  as  per 
the  waybills.  When  an  Agent  forwards  any  goods, 
he  makes  a  waybill  of  thu  same  to  be  sent  with 
the  goods  and  a  duplicate  waybill  is  also  made 
and  sent  to  the  Chief  Clerk,  who  has  charge  of 
the  details  of  the  freight  account^) :  thus  having  a 
complete  check  upon  the  Agent  who  is  to  account 
for  the  freight  money.  In  miking  up  the  Freight 
Earnings,  which  are  made  up  frum  the  totals  ot 
the  waybills  each  month,  if  any  portion  has  been 
transported  over  any  connection  roads,  that  por- 
tion is  separated  from  the  proportion  belonging  tu 
the  New  York  and  Eric  Railroad,  and  credited  to 
the  road  to  which  it  belongs — the  "Freight  Earn- 
ings" accounts  being  credited  only  with  the 
amount  belonging  to  the  New  York  and  Erie  Rail- 
road Company. 

The  Passenger  Earnings  are  made  up  from  the 
sales  of  tickets  by  the  did'erent  Agents.  The 
Agents  report  the  sales  daily,  which  are  charged 
to  them,  and  their  reports  are  verified  by  the 
comparison  of  the  tickets  collected  and  returned 
by  the  Conductors,  with  the  Agents"  reports  of 
sales. 

In  making  up  the  Passenger  Earnings,  "Passen 
ger  Earnings"  account  is  credited  only  with  the 
proportion  of  the  tickets  sold  belonging  to  this 
Company ;  if  any  are  sold  to  go  beyond  our  owii 
road,  the  proper  amount  is  separated  from  the  to- 
tal uf  ticket  sales  and  credited  to  the  road  to 
which  it  belongs. 

"Passenger  Earnings"  account  is  credited  only 
with  the  amount  belonging  to  the  New  York  and 
Erie  Railroad  Company ;  all  the  connecting  roads 
gt^t  their  appropriate  credit  without  reference  to 
the  Earnings  of  the  New  York  and  Eiie  Railroad. 

6.  In  reference  to  the  Collection  of  Earnings. 

Each  Agent  is  charged  with  the  freight  received 
at  his  station,  and  any  amount  he  may  collect  ou 
freight  which  is  prepaid  before  being  forwarded  ; 
also  with  the  passenger  tickets  sold  Dy  him.  He 
is  required  to  send  to  the  Treasurer  daily  all  the 
money  he  collects,  which  he  gets  credit  tor  in  the 
manner  as  explained  in  No.  1  of  tUese  explana- 
tions. Each  Agent  is  required  to  send  to  tae  Ge- 
neral Book-keeper,  monthly,  a  detailed  balance 
sheet  of  all  the  business  at  his  station,  which  is 
carefully  examined  and  returned  to  him  for  cor- 
rection, if  any  errors  are  discovered.  The  Agents 
thus  account  for  all  the  business  done  by  the  Com- 
pany, if  any  of  it  belongs  to  other  roads ;  the 
Treasurer  pays  the  amounts  which  are  charged  to 
such  other  roads,  they  first  having  received  the 
appropi  iate  credits  in  making  up  the  Freight  and 
Passenger  aacouuts;  or  the  agent  sends  all  the 
money  he  receives  to  the  Treasurer  whether  it  be- 
longs to  this  Company  or  not.  If  any  portion  be- 
longs to  any  other  Company,  the  Treasurer  is  put 
in  funds  to  pay  the  amount. 

It  will  be  seen  from  the  above  that  th«  "Re- 
ceipts '  is  not  the  true  basis  upon  which  to  judge 
of  the  amount  of  busiuesa  doue  by  th«  Company 
—the  true  basis  is  tb«  Earnings,  the  Earuings 


being  only  credited  with  the  amounts  belonging 
to  the  Erie  Company.  The  Beceipta  may  include 
amounts  belonging  to  other  Companies,  and  may 
not  have  included  in  it  amounts  due  from  other 
Companies,  because  where  a  general  account  is 
kept  with  other  Companies,  they  may  pay  tho 
amounts  due  iu  General  Account,  which  may  in- 
clude Freight  and  Passenger  Balances,  and  be 
credited  with  the  same  directly  on  the  Cash  Book, 
if  they  pay  iu  cash,  or  by  a  Jour>^ai  entry  if  they 
pay  by  note. 

7.  iilale  how  long  this  system,  of  account  has  pre- 
called,  and  whether  it  gives  ajuU  view  of  the  busi- 
ness of  the  Company. 

The  present  system  of  arriving  at  the  actual 
earnings  of  the  Company  has  been  iu  force  siuco 
September  30,  1852,  and  it  is  believed  to  bo  as 
nearly  correct  ab  the  uaturo  of  thu  businc&s  will 
allow.  The  great  point  to  endeavor  to  arrive  at 
is,  to  make  the  credit  side  of  tLa  Earnings  Ac- 
count show  just  the  amount  earned  by  the  Com- 
pany. Thib  has  been  neaily  attained.  Tnere  will 
oe  small  amounts  to  charge  back  by  overcharges, 
&c.,  but  the  system  of  crediting  each  toad  with 
its  proportion  of  the  business  done,  iadcpcudeat- 
ly  of  the  prop,)rtion  belonging  to  this  Company, 
is  the  true  method  of  arriving  at  the  Earuiiigs 
of  this  Company. 

8.  Whellier  tke^puUic  slalcmcntt  since  OcLobcf  lU, 
1852,  of  the  Earnings  and  Expenses  of  the  Compa- 
ny, hace  been  in  exact  accordance  icUh  the  boohs  7 

The  tabular  statement  of  the  Earnings  and  Ex- 
penses for  the  year  ending  Scy«-mber  30,  1853, 
embodied  iu  the  Report  uf  thu  Diiccturs,  Novem- 
ber, 1863,  ai«  iu  exact  accordance  with  the  books 
of  the  Company,  as  is  also  the  tabular  statement 
of  the  Earniugs  and  Expcoses  for  the  nine  mouths 
cndiug  Juno  3U,  1854. 

To  ouv  own  opinion  of  the  excellcnco  of  t.is 
system,  we  subjoin  the  evideuce  of  Mr.  iiolbrook. 

Qiuslion — What  is  your  opiuiou  of  the  system 
of  accounts  and  checks  iu  use  iu  tho  New  Yurk 
and  Erie  Railroad  Company  1 

Ansicer — In  the  course  of  my  investigation  I 
have  had  occasion  to  examine  and  compare  thu 
Books,  Returns  and  Statements  oi'  thu  various  de- 
partments, with  the  ^accouuta^upon  the,LedgL-r  xa. 
the  principal  office,  and  I  am  fully  couviaced  that 
the  bosiness  uf  the  Corporation,  m  all  its  details, 
is  most  perfectly  arranged ;  und  that  the  systeiu 
adopted  fur  keoping  correct  reports  of  the  earn- 
ings and  disbur2>t:meuts  ot  the  Rc^aJ,  uudcr  their 
legitimat<.^  and  appropriate  heads,  cauuot  be  sur- 
passed. (Signed) 

:  GEORGE  flOLBROOK,    ' 

accou.nts  A.viO  Repoars  sikcc  1812. 
Having  6ati:stled  ourselves  of  tho  correctness  uf 
'.he  systom,  we  proceeded  with  the  examination. 
Tho  accountant  fVmud  all  the  books  accurau-ly 
kept.     The  Ledger  balances  were  audi  led  by  him, 
and  the  reports  compared  with  them  by  the  Com- 
mittue.     The  published  TrfHsurtr's  Report  of  Sep- 
tember 30,  1853,  tho  uoudensed  balance  sheet  of 
that  date,  in  the  Report  to  the  Stockholders  iu  No- 
vember, 1853,  (B,j  and  the  coudcuked  balance 
sheet  of  June  30, 1864,  (C,)  are  certified  tu  bo  cor- 
rect, as  are  also  subsequent  results  contaiued  in 
the  annexed  Schedules  purporting  tu  be  derived 
from  actual  returm^.     Those  which  ara  estimated 
are,  in  our  judgments,  near  thu  actual  result. 

STATE  OF  TUE  STOCK  ACCOUNT. 

The  examination  of  the  Stock  Ledger  shows 
that  department  to  have  been  conducted  with 
equal  accuracy.  We  subjoin  the  Report  of  Mr. 
HuLBROOK,  and  also  a  certiticate  from  Mr,  Whivc, 
a  gcntlemau  employed  by  the  Company,  iadeptsn- 
dently  of  Mr.  Uoljrook,  to  do  a  similar  scr\ice, 
after  the  discovery  of  the  frauds  ia  the  Transfer 
Office  of  the  Now  Haven  Railroad  Company. 

New  Yok»,  Oct.  7,  i85s. 
GcNTi.cMGN  : — From  a  careful  examinatiua  of 
the  Stock  Lt^dgers  of  the  New  York  and  Erie  Rail- 
road Company  to  this  date,  I. find  10'J,177  sha.es 
to  the  credit  of  2,33(5  Stockholders:  aud  G25881- 
10,000  shares  of  Uacoosolidated  and  Fractioual 
Stock,  which  iu  the  aggregate,  will  be  found  to 
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agree  with  tbo  amount  of  the  Capital  Stock  upon 
the  Ledger  of  the  Company. 

Respectfully  yours,  &c., 

GEORGE  HOLE  ROOK. 
To  ike  CommtUtee  of  lavesligalioii,  New  York  U'td 
Erie  Railroad  Company. 

New  York,  Oct.  6,  1854. 
I  certify  that  I  l>;ive  carefully  examined  the 
Stock  Certificrtto  account  of  the  New  York  and 
Erie  Railroad  Company^  covering  a  jieriod  of  ten 
years,  or  from  the  time  of  the  con!i>olidation  of  the 
old  stoclc.  I  have  made  a  complete  list  of  all  out- 
standing certificates,  and  find  it  to  compare  with 
the  Stock  List  of  the  Company,  and  that  there  are 
no  certificates  outstanding,  unles.<i  covered  by 
stock,  without  being  accounted  lor. 

(Signed.)  JUSTIN  D.  WUITE. 

STATEMENT    OF    THE    STOCK    AND     OTHER     I.VDEBTED- 
NESS. 

Between  September  30, 1852,  and  September  30, 
1863.  the  stock  was  increa.«ed  $2,2^3,099  91 ;  the 
Funded  Debt  $2,170,000;  and  the  Floating  Debt 

$300,619  ca. 

Between  September  30,  1853,  and  June  30, 1851 
the  same  accounts  were  increased  as  follows : 
Stock,  S23,867  76;  Frnded  Debt,  Sl,934,131  10; 
Floating  Debt,  $126,818  88. 

The  total  increase,  therefore,  in  the  Stock, 
Funded,  and  Floating  Debt,  between  September 
80,  1852,  and  June  .30,  1851,  was  $6,788,567  31; 
(Q). 

On  the  COth  September,  ult.,  the  Stock,  Funded 
Debt,  and  bills  payable  amounted  to  S34 ,860,004  90 
(H.)  The  books  not  being  yet  written  up,  (which 
is  impossible  from  the  nature  and  extent  of  the 
Company's  bubines.e,)  we  cannot  give  the  exact 
Floating  Debt  on  that  day. 

On  the  i.ssue  of  Stock  since  Sept.  1852,  the  Com- 
pany have  suifercd  a  loss  of  S215,645  76,  princi- 
pally through  sales  of  stock  hypothecated  for  pur- 
chase of  iron.  The  iron  is  said  to  have  advanced 
nearly  enongh  to  cover  the  loss.  The  discount  in 
the  sales  of  bonds  of  the  Company  during  the  same 
time  has  been  S235,158  97. 

The  condition  of  the  Floating  Debt  on  the  30th 
June,  merits  attention,  (D.)  The  bills  payable  ac- 
count on  that  day,  amounted  to  ^2,799,585  78.  * 
The  total  liabilities  of  the  Company  to  mature  in 
the  months  of  July,  August,  and  Sept.  amounted 
to 


Aug. 


Sept. 


Total. 


July. 
Floating 

debt.S805,056    $648,019    S543,793     $1,996,868 
Inter- 
est.  122,500       245,000       315;000         082,500 


Total.  $927 ,556  S893,019  S898,793  $2,679,368 
Owing  to  these  heavy  p.iyments  maturing  in 
such  proximity,  the  Company  fonnd  themselves  in 
a  critical  situation.  After  obtaining  about  $350,- 
000  on  acceptances  endorsed  by  various  raemhera 
of  your  board,  and  secured  by  liy^iOthecation  of 
the  bonds  of  1853,  they  executed  three  mortgages 
as  follows  :  one  dated  Aug.  29,  1854,  to  Corne- 
lius VAVDERBfLT,  on  iho  mad  and  franchises  to 
secure  him  as  endorser  of  their  acceptance  to  the 
amount  of  i«4O0,O00;  one  dated  Aug.  29,  1864,  to 
CoRNEMCs  Vand!-;rbi!.t,  on  180  locomotives,  2,- 
976  cars,  platform  trucks  and  baggage  crates, 
and  upon  other  goods  and  chattels  of  the  compa- 
ny, to  secure  thosamf^;  and  one  dated  Aug.  31, 
1854,  to  DxsiF.i.  Drew,  to  secure  him  for  accoai- 
m-jdation  notes  and  endor.'ximents  to  the  amount 
of  $981,108  20,  and  f  )r  all  fuiure  endorsements, 
the  whole  not  to  exceed  $1,000,000  at  any  one 
time.  The  liabilities  secured  by  these  mortgages 
are  shown  by  schedule  (II  )  Thus  while  the  net 
earnings  of  the  road  for  the  (quarter  Wf  re  between 
seven  and  eight  hundred  thousand  dollars,  and  its 
prospects  were  more  favorable  for  the  future,  tlie 
Company  was  forced,   by  crowding  such  heavy 


payments  into  a  time  of  great  depression  and  want 
of  confidence,  to  pledge  all  its  available  assets  to 
meet  a  part  of  its  floating  debt,  and  its  stock  and 
securities  were  lamentably  depreciated  in  conse- 
quence. 

The  measures  adopted  gave  the  necessary  tem- 
porary relief,  and  it  is  the  opinion  of  your  financial 
officer  that  such  an  emergency  cannot  occur  again. 
We  understand  that  the  contracts  for  rolling  stock 
which  increased  the  present  heavy  Floating  Debt 
are  either  nearly  completed,  or  arejcancelied.  We 
are  assured  that  no  new  contracts  have  been  made 
since  March  last,  and  that  for  seventy-five  eigices 
contracted  foi  to  meet  the  ne«cssities  of  the  road, 
the  contracts  for  twenty-two  have  been  cancelled 
with  the  consent  of  the  contractor-",  and  sixteen 
remain  to  be  delivered.  This  wise  arrrngement 
has  checked  the  increase  of  the  floating  debt,  and 
if  the  policy  be  persisted  in,  the  affairs  of  the  com- 
pany will  soon  be  put  on  a  sounder  basis.  In  our 
judgement,  it  is  be  better  to  pause  where  you  are, 
until  additions  can  be  made  at  a  less  sacrifice  of 
the  means  and  credit  of  the  Company. 

RULES  FOR  DETERMINING  THE  CLASSinCATION  OF 
ACCOUNTS,  AND  DISTINUUISHINO  THOSE  BELONQINO 
TO  CONSTRUCTION  FROM  THOSE  BELONGING  TO 
TRANSPORTATION. 

The  Superintendents  have  furnished  us,  at  our 
request,  with  the  following  General  Rules  for  gov- 
erning the  classification  of  construction  and  trans- 
portation charges.  They  seem  to  be  sound  in 
principle : 

RULES. 
Adopted  on  the  New  York  and  Erie  Railroad  in  de- 
terminiT,g  Ike  classificntio7t  of  Accounts,  and  dis- 
tinguishing those  properly  chargeable  to  "  Con- 
struction" from  suck  as  belong  to  "  TVansporta- 
iion." 

1.  All  work  done  with  special  reference  to  con- 
struction of  Second  Track, 

2.  All  new  Switches  or  extensions  of  old  ones. 

3.  All  new  structures  of  every  description,  (not 
renewals  of  others  that  have  been  used  up  or  de- 
stroyed,) and  all  additions  to  old  ones. 

4.  Widening  or  embankm«nts  not  rendered  ne- 
cessary from  the  washing  away  of  materials,  but 
from  their  not  having  originally  been  constructed 
of  sufticient  width. 

6.  New  ditches  that  have  been  found  necessary 
since  the  road  has  been  brought  into  use. 

6.  Removing  material  from  slopes  that  were  ori- 
ginally too  steep.* 

7.  Difference  in  value  of  new  materials,  in  re- 
newals, as  compared  with  the  original  value  of 
such  as  were  previously  used,  to  wit :  Increased 
weight  of  rails  and  chairs;  increased  number 


governed  in  the  classjflcation  and  allotment  of  our 
accounts. 

A.  S.  WHITON,  Sup't  Eastern  Division  and 

Union  Railroad. 
W.  H.  POWER,  Sup't  Delaware  Division. 
R.  N.  BROWN,  Sup't  Susquehanna  Division. 
S.  A.  HART.  Sup  t  Western  Division. 
September  14, 1864.  |  ..       ■  •'t. ■•.;,'' 

CONSTRUCTION    ACCOUNT. 

On  the  31th  Sei.tcmber,   1852,  the   Construction 
Account  amounted  to  (A) $26,841 ,676  08 

Added  to  Sept.  30, 
'53,  (B ) $4,381 ,257  42  -.  '       ''      -^  -', 

Added  to  June   30, 

'64,  (C) 1,664,121  80        6,036,379  02 


Total,  June  80,  1854,  (C)  $34,876,966  01 

The  Superintendent  states  that  he  deems  it  "Es- 
sentially necessary  for  the  economical  worksng  of 
the  road,  that  the  Dtla^vare  River  Bridge,  the  en- 
gine houses  at  Susquehanna,  the  connection  of  the 
nuiin  track  with  Centre  street  pier  at  Dunkirk,  and 
the  switches  on  the  Delaware  Division,  should  be 
completed,  which  will  involve  an  outlay  of  about 
$30,000." 

An  expenditure  of  $500  will  complete  the  se- 
cond track  on  the  Union  Railroad.  The  locomo- 
tives and  cars  for  which  the  company  are  still  lia- 
ble, in  addition  to  acceptances,  amount  to  $218,- 
000 ;  and  $10,000  will  be  required  to  complete  the 
Neversink  Bridge,  which  is  deemed  important, 
though  not  essential.  It  is  believed  that  a  test 
may  then  be  made  in  the  construction  account. — 
We  deem  this  highly  desirable,  and  recommend 
that  the  construction  account  be  then  closed,  and 
that  future  additions  be  made  from  earnings. 


CUTTINGa,     EMBANK- 
,     SINCE    SEPTEMBER 


ADDITIONS  TO  THE  BED,  TRACK, 
MENTS,    ROT.LINO  STOCK,    &.C 

30,  1852. 

Having  ascertained  the  increased  indebtedness 
of  the  company,  and  the  increased  cost  of  the 
Road  since  Sept.,  1852,  and  having  learned  the 
principles  governing  the  distribution  of  accounts, 
our  next  enquiry  was  concerning  the  expenditure 
of  this  large  sum  of  money.  On  this  head  we  de- 
pend entirely  on  information  derived  from  the 
General  Superintendent,  in  reply  to  our  question, 
which  we  return  herewith  (Appendix  II.)  If  any 
topographical  information  be  necessary  to  the  com- 
prehension of  his  returns,  it  may  be  fonnd  in  the 
Director's  Report  to  the  Stockholders,  in  Novem- 
ber, 1863. 


PROPERTY. 

The  next  natural  inquiry  was  concerning 
of 'property  representing  this  expenditure. 


the 


cross  ties  ;  substitution  of  iron  for  log  pipes  ;  per- 
manent station  buildings  for  shanties,  &c.,  &c. 

We,  the  undersigned  Superintendents  of  the  sev- 
eral Divisions  of  the  New  York  and  Erie  Railroad, 
do  hereby  certify  that  the  above  rules  furnish  the 
theory  upon  which  we  have  acted   and   are   now 


*rhe  Company  had  at  this  date  Sl,392,000  of 
the  Bonds  of  18o3  contracted  for,  to  be  delivered 
in  monthlv  installments. 

B.  £.  BREiMNER,  General  Bookkeeper, 


New  York,  Sept.  19,  1854. 
*HoMER  Ramsdell,  Esq.,  President. 

Sir  :  In  explanation  of  the  6th  item  of  work 
chargeable  to  Construction,  i.  e.  Removing  mate- 
rial from  slopes,  that  wore  originally  too  steep. — 
I  would  remark  that  in  constructing  roads,  the 
practice  is  to  grade  the  slopes  through  excavations 
to  what  is  termed  the  "natural  slope,"  the  incline 
upon  which  the  materials  will  rest  without  sliding. 
The  natural  slope  of  coarse  diflfers  according  to 
the  character  of  the  material,  some  kinds  of  rock 
requiring  no  sloping,  whilst  sand  requires  to  be 
very  flat.  This  natural  slope,  therefore,  varies 
from  a  perpendicul.-ir,  or  90  degrees,  to  two  base 
to  one  perpendicular  or  angle  of  20 J  degrees.  In 
the  construction  of  this  road,  in  many  cases  a  way 
was  excavated  for  laying  the  track  sufficient  to  ad- 
init  of  the  passage  of  the  trains,  leaving  the  neces- 
sary sloping  to  be  done  after  the  road  wjis  brought 
into  operation  and  it  is  for  doing  this  work  that 
the  charge  is  made  against  Construction,  and  em- 
braced in  the  6th  item  above  refered  to.  ^  .■  .. 
Yours  respectfully, 
';"'  *"     J>.  C.  McCAJ;.LUM, General  Sup't. 


The  Company  are  possessed  of  a  broad  gauge    .. 
road,  464  miles  in  length,  having  termini  on  the   i 
Hudson  at  Newburg  and  Piermont,  and  on  the 
Lakes  at  Dunkirk,  and  connected  with  New  York 
at  Jersey  City,  by  the  Union  Railroad,  of  which   . 
they  hold  a  lease.     This  road  is  thoroughly  built, 
and  in  perfect  repair,  and  affords  to  travellers  ac- 
commodation and  comforts  unequalled  on  any  other    . 
American  line.     Tributary  to  it  are  626  miles  of  . 
road  with  wide  gauge,  and  76  with  narrow  gauge. 
The  lands  through  which  it  runs  are  held   by   a    ; 
clear  title,  and  are  all  paid  for,  with  some  few  ex-     • 
ceptions  in  the  case  of  minor  heirs,  &c.    One^hun- 
dred  and  eighty  miles  are  laid  with  double  track, 
and  eighty-two  miles  with  sidings  and  turnouts. —     ' 
The  stations,  woodsheds,  and  other  buildings,  in- 
cidental to  such  a  property,  are  represented  to  be 
suflScicnt.     In  addition  to    these,   the  Company 
hold  a  long  lease  of  a  valuable  water  property  and    ., 
offices  in  the  city  of  New  York. 

This  estate  has  cost  a  large  sum  in  interest  and 
discounts  above  the  actual  amount  paid  for  land, 
labor  and  materials.     In  constructing  it  the  Com-    '. 
pany  was  obliged  by  its  necessities  to  keep  in  ad- 
vance of  its  means,  having  only  the  alternative  of 
abandoiing  sums  already  spent,  or  going  on  at  a 
sacrifice.     The  individual  members  of  the  Board, 
as  we  are  informed,  lent  their  nam«s  freely  for  large    ^ 
amounts,  without  compensation.  The  heavy  float-    ' 
ing  debts  thus  contracted  were  met  from  time   to    -. 
time  by  sales  of  securities  at  a  discount.    Justic6,  ^ 
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however,  requires  that  we  should  state  that  some 
parts  of  this  property  are  believed  to  have  suflad 
ently  appreciated  by  reason  of  the  advances  in 
labor  and  materials  to  be  nearly  or  quite  worth  the 
sums  absorbed  in  them. 

The  outstanding  accounts  and  bills  receiveable 
cannot  be  exactly  ascertained ,  the  books  not  being 
made  up  to  September  30.  On  the  30th  of  June 
last,  they  amounted  to  S390,470  64.  We  are  told 
that  they  are  probably  now  about  equal  to  the  ac- 
counts payable. 

The  other  property  is  as  follows : 

2,962  Cars,  valued  by  detailed  esti-    ' ' 
mate  about.... Sl,889,162 

183  Locomotives,  valued  by  detail- 
ed estimate  about 1,736,903 

Materials 555,804 

Fuel 223,321 

One-third    interest  in    Lake    Erie 

Steamers  (cost) 143,437  43 

One-third  interest  in  Lake  Erie  Pro- 
pellers (cost) 72,337  27 

Four-fifth  interest  in  Francis  Skid- 
dy  (cost) 100,000  00 

Corning  and    Blossburg    Railroad 
Bonds 9,000  00 

Loan  to  Canadaigua  and  Niagara 
Falls  Railroad 100,000  00 

Cash  on  Sept.  30,  about 140,000  00 

Real  estate 12,311  80 

Owners  Propeller  Buffalo 18,542  88 

Bond  City  of  Toledo 100  00 


00 

00 
81 
70 


Total S5,000,920  88 

Our  Attention  has  been  called  to  the  fact  that 
with  scarcely  an  exception,  the  New  York  and 
Erie  Railroad  Company  has  refrained  from  con- 
tributing to  the  construction  of  tributaries.  We 
think  that  the  Directors  may  point  with  pride  to 
this  evidence  of  good  judgement. 

SOURCES    or    INCOME.     •'      •      '  -         • 

These  are:  1,  Transportation;  2,  Mails;  3, 
Storage  ;  4,  Rents ;  5,  Hire  of  Engines  and  Cars  ; 
6,  Telegraphs ;  7,  Dividends  on  Bnffalo  and  State 
Line  Railroad  Stock  ;  8,  Miscellaneous  (I). 

The  Buffalo  and  State  Line  Stock  has  been 
lately  sold.  The  amount  of  earnings  from  all  these 
sources,  except  the  first,  has  been  about  S250,000 
for  the  last  fiscal  year.  The  comparative  state- 
ments of  Transportation  Earnings  (the  main  branch 
of  revenue)  for  three  years  is  as  follows : 

1851-52.  1852-53.  1853-64 

Pa8gr8..Sl,286,732  38S1,601,309  71S1,728,068  08 
Freight.    1,761,016  01   2,537,214  62   3,394,598  10 


the  way.     For  the  ten  months  ending  with   July, 
it  was  only  7.45  per  cent,  of  the  entire  travel. 

Freight  Earnings. — The  great  expansion  of  the 
business  of  your  Road  is  in  the  direction  of  freight. 
The  freight  earnings  of  the  year  just  closed  are 
33  4-5  per  cent,  more  than  those  of  last  year,  and 
92  3-4  more  than  those  of  the  year  be'fore.  They 
now  amount  to  the  enormous  hum  of  $3,394,698, 
and  freight  transportation  keeps  from  one  to  two 
thousand  freight  cars  in  constant  employ. 

The  increase  in  tonnage  for  the  nine  months 
ending  June  30,  was  somewhat  less  than  the  in- 
crease in  earnings.  The  total  tonnage  moving 
West  increased  about  8  per  cent.,  or  (deducting 
the  products  of  the  forest,  vegetable  food,  and  man- 
ufactures,) about  24  per  cent ;  the  tonnage  moving 
East  increased  about  22  pur  cent. 

The  present  Way  TaritT,  (except  for  Lumber,) 
was  adopted  in  Sept.  1853,  and  it  is  proposed  to 
continue  to  work  undur  it.  The  Lumber  Tariff 
was  adopted  in  February  last,  being  an  increase  of 
10  per  cent,  on  former  prices,  and  gives  an  average 
of  1.83  cents  per  ton,  per  mile,  on  long  and  short 
distances. 

The  through  Tariff  on  many  articles  is  regulated 
by  agreements  with  competing  lines.  The  rates 
on  freight  beyond  Buffalo  and  Dunkirk,  were  lately 
advanced  five  per  cent.  The  additional  sum  re- 
ceived under  this  arraugeiuont  will  be  ckar  gain 
to  the  road. 

The  tonnage  moving  West  for  the  nine  months 
ending  June  30,  1854,  was,  (in  pounds:) 

Way 368,828,100...  Yielding...  S487 ,600  01 

Through. . .   63,170,440 ...        "      ...    369,459  03 


Total. . .  S3,047,748  38S4,138,424  23S5,122..666  18 
Passenger  Earnings.  — In  regarding  the  results 
it  is  to  be  remembered,  as  to  way  travel,  that  un- 
til this  road  was  built  the  country  through  which 
it  runs  was  not  within  easy  access  of  the  great 
markets,  and  was  consequently  less  densely  popu- 
lated than  more  favored  districts.  It  must  also  be 
borne  in  n.iud  that  the  through  travel  has  been 
long  accustomed  to  follow  the  track  now  occupied 
by  the  Canal  and  the  Central  Road— a  road  co-ex- 
tensive with  the  Erie,  and  offering  nearly  equal  in- 
ducements to  the  public.  In  regarding  the  total 
passenger  earnings  for  the  year  just  passed,  the 
serious  epidemic  prevailing  through  the  country 
must  be  taken  into  consideration;  and  in  compar- 
ing them  with  last  year,  we  must  remember  that 
the  Crystal  Palace  then  drew  numbers  to  New 
York.  We  think  you  have  reason  to  be  satisfied 
with  the  results  in  this  department.  The  increase 
of  earniugs  has  been  constant,  notwithstanding  the 
infiuence  to  check  them.  They  increased  this 
year  nearly  8  per  cent,  over  those  of  last  year, 
and  343^  per  cent,  over  those  of  1851-2.  The  per 
head  cost  of  carriage  has  not  decreased  essentially 
if  any  ;  but  it  is  supposed  that  decided  reductions 
in  the  expenses  will  result  from  recent  changes 
and  improvements.  The  through  tariffs  have  also 
been  recently  advanced  llj  per  cent,  on  the  for- 
mer rates,  which  will  be  a  clear  gain  to  the  Com- 
pany as  long  as  maintained.     The  through  travel. 


Total.... 421,998,9 10 $867,059  04 

The  total  tonnage  moving  East,  for  the  same 

time,  was,  (in  pounds  :) 

Way 466,309,100 . .  .Yielding . .  .  $899,564  94 

158,686,59 J...      "       ...    681,636  25 


Through 


L 


owevor,  bears  but  a  small  Dumcrical  relation  to 


Total...  624 ,995,690 $1,581,191  18 

The  total  number  of  pounds  carri  d  one  mile 
during  the  same  time,  was  : 

Way  West 31,636,326,566 

Through  West 22,663,445,414 

Way  East 73,231,589,420 

Through  East 61,507,690,910 

Total 192,039,052,310 

Thus  it  appears  that  the  Earnings  amount  to, 
per  ton  of  2,000  pounds  per  miU-,  Way  West,  3  08 
cents;  Through  West,  3.20  cents;  Way  East, 
2.45  cents:  Through  East,  2.11  cents.  The  aver- 
age Way  Earnings  East  are  drepressed  by  the  low 
rates  for  lumber  and  coal.  The  Throu,:;h  Freights 
West  are  generally  of  a  higher  class  than  the 
Through  East. 

The  proportion  of  way  to  through  business  is  al- 
most as  great  in  Freight  as  in  Pas.'^enger  transpor- 
tation ;  87  1  6  per  cent.,  in  bulk,  of  the  Fnight 
going  West,  and  74  J  per  cent,  of  that  going  East, 
for  the  nine  months  ending  June  30,  was  way. —  ! 
We  regard  this  as  a  very  satisfactory  {statement,  I  than 

since  the  way  Freight  is  decidedly  more  profiuble  \  Committee,   in   whom    the   general    power  over 
than  the  through  Freight.  steamers  had  been  vested  by  a  previous  vote  of 

The  unrivalled  advantages  which  the  New  your  Board,  found  it  necissary  to  take  some  steps 
York  and  Erie  Railroad  enjoys  for  the  transporta-  to  counteract  this  advantage,  ami  purchased  of 
tion  of  freight  are  so  well  understood  that  we  shall  ]  parties  having  no  interest  in,  or  connection  with 
not  dwell  upon  them.  Other  reports  have  fully  ;  the  New  York  and  Erie  Railroad,  the  Francis 
set  forth  the  magnitude  of  its  connection;  and  we  j  Skiddy,  to  run  between  >:ew  York  and  Newburg 
have  already  shown  the  business  which  flows  over  jia  connection  with  trains  going  from  and  arriving 
the  road  and  the  means  which  it  has  for  doing  it.  j  at  that  place. 


its  relative  value.  In  It<61-;i,  when  the  Pa^sengC'^ 
Earnings  were  42.2  per  cent,  of  the  whole,  th® 
Transf>orlatiou  Expenses  absorded  66}  piTceut.  of 
the  earnings.  In  1852-3,  when  the  Passenger 
Earnings  were  38.7  per  cent,  of  the  whole,  the 
Transportation  Expenses  were58t  per  cent,  of  the 
earnings.  During  this  year  Transportation  was 
credited  with  $125,270  85,  on  account  of  the  n»e 
of  the  Road  and  rolling  stock  for  the  construction 
of  the  double  track.  This  would  diminish  the  per 
centage  to  55}.  In  1853  4,  when  the  Passcn^r 
Earnings  constitute,  33.7  per  cent,  of  tho  whole, 
the  Transportation  Expenses  are  63i  per  cent,  of 
the  earnings.  The  similar  items  on  account  of 
construction  this  year,  amount  t-j  §63,991  39, 
which  reduces  the  per  centage  to  52  J.  It  is  tob© 
observed  in  regard  to  these  charges  for  construc- 
tion, that  as  the  business  obstructed  the  Road, 
and  excluded  more  profitable  traffic,  they  were,  in 
our  j  udgment,  a  fair  credit  to  Transportation. — 
They  were  credited  at  the  rate  of  1.71  cents  per 
ton  per  mile. 

CHARGES    LPOV  INCOME. 

These  are— 1,  Transportation  Expenses;  2, 
Reut  of  the  Union  Railroad ,  3,  Loss  in  running 
connecting  Steamei-s  ;  4,  Depreciation  ;  6,  Interest; 
6,  Dividends. 

Transportation  Expenses. — We  hftve  already 
shown  that  the  relative  proportion  of  Transporta- 
tion Expenses  to  Earnings  is  less  this  year  than 
last.  Actually  they  have  increased;  principally 
I  in  the  repairs  of  engines,  cars,  track  and  road 
way,  and  incidentals,  (G.)  We  are  informed  by 
the  Superintendent  that  the  changes  which  the 
completion  of  the  double  track  permits,  will  effect 
'  a  decided  reduction  in  the  relative  transportation 
'expenses  of  the  coming  year.  All  bear  testimony 
to  the  admirable  system  now  prevailing  in  this  de- 
j  partment.  NotwiLstandiug  tho  length  of  the  road 
I  and  the  amount  of  it.s  business,  the  trains  move 
'with  great  regularity,  and  accidents  are  rare.  The 
[telegraph  enables  the  Superintendents  to  know 
the  exact  number  of  trains  on  the  limits  at  any 
one  time,  and  the  situation  of  each.  This  almost 
insures  against  collision  from  ordinary  causes. 

Rent  of  the  Union  Road. — This  road  connects 
the  main  line  with  the  City  of  New  York.  Tho 
rent  in  $80,100  per  annum.  There  is  also  a  debit 
on  the  balance  sheet  of  $400,000,  lor  repairs  and 
improvement  to  this  road,  which  appears  to  us  to 
belong  to  the  Construction  Account. 

The  Loss  by  connecting  Steamers  on  the  Lakes 
arises  from  the  necessity  of  connection  on  those 
waters  where  trade  and  travel  have  been  used  to 
flow  to  other  channels.  We  are  informed  that  two- 
thirds  of  the  interest  in  them  has  been  advantage- 
ously sold  to  other  parties.  'The  loss  by  the 
Francis  Skiddy,  on  the  Hudson,  grows  out  of  tho 
following  transactions:  Thi;  New  York  Central 
Railroads  and  the  New  York  and  Erie  Railroad 
were  compeliors  in  Westeni  cities  for  the  New 
York  travel.  Owing  to  the  advantages  derived 
from  the  North  Ri'fer  transp.»rtation,  the  Central 
Road  was  able  to  offer,  in  Cincinnati  and  else-  J 
where,  to  carry  passengers  to  New  York  cheaper 
the   New   York  and  Erie.     The  Executive 


Six  hundred  and  ninety-one  men,  we  are  inform- 
ed, are  in  motion  daily  upon  its  freight  trains,  be- 
sides those  employed  in  its  shops,  stations  and  of 
fices.  The  completion  of  the  double  track  allows 
such  an  economy  in  the  use  of  rolling  {.took,  than 
itcan  be  kept  in  constant  repair,  and  we  are  a-ssured 
by  the  Superintendent  that  it  will  answer  the 
present  and  prospective  w;mi;s  of  the  company 
better  than  was  supposed. 

The  results  of  the  three  years  under  considera- 
tion, show  that  freight  is  a  lucrative  source  of  re- 
venue :  but  are  not  of  much  us*  in  determining 


Depreciation. — No  allowance  has  been  made  for 
depreciation.  It  appears  that  the  sums  annually 
expended  in  repairs  leave  the  track  and  road  bed 
as  good  at  the  end  of  the  year  as  at  the  beginning. 
But  as  to  station  houses,  water  stations,  wo<^ 
sheds,  bridges,  rolling  stock,  &.c.,  some  think  that 
a  sum  in  addition  to  repairs  should  be  set  aside  an- 
nually to  keep  them  good.  Others,  equally  well 
informed,  assure  us  that  they  are  kept  constantly 
good  by  repairs  and  replacements  at  the  expense 
of  transportation.  Hitherto  it  has  not  been  ne- 
cessary to  replace  much  of  tho  rolhng  stock.   Pos- 
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Blbly,  when  replacements  become  necessary,  the 
per  cenlage  of  repairs  wiJl  be  increased,  which  will 
amoQDt  to  the  same  thing  as  an  annual  allowance 
for  depreciation.  On  these  points  the  Superinten- 
dent says  : 

"  Sorao  of  the  propiJrty  of  the  company  has  ap- 
preciated, whilst  the  other  has  depreciated  in 
ralnc,  but  to  what  amount  I  am  unable  to  state. 
The  road-bed  and  re:»l  estate — two  important 
items  in  the  cost  of  construction — are  enhanced 
in  value,  whilst  the  superstructure,  buildings,  rol- 
ling stock  and  machinery  have  depreciated ;  wheth- 
er they  will  depreciate  still  more,  depends  upon 
the  care  to  be  exercised  in  their  preservation,  and 
the  amount  of  repairs  to  be  expended  upon  them. 
I  have  no  doubt  that  an  examination  at  any  pe- 
riod of  time  would  show  the  property  to  be  of  less 
value  than  its  original  cost,  but  at  the  same  time 
I  have  but  little  doubt  that  if  our  present  system 
of  repairs  is  continued,  and  an  annual  amount  ex- 
pended for  repairs  equal  to  that  of  last  year,  it 
would  be  worth  as  much  one  hundred  years  hence 
as  at  the  present  time ;  or  if  not,  the  difference 
would  be  so  small  as  to  require  but  very  little  to 
be  charged  anuually  for  depreciation  to  make  it 
so." 

Interest. — The  anntial  interest  on  the  Funded 
Debt,  when  the  Bonds  of  1888  are  all  issued,  will 
bo  Sl.OlSliOO.  Wi!  suppose  the  Floating  Debt  will 
bo  retired  as  fast  as  ]>08sible. 

Dividends  should  ho  declared  only  when  fairlv 
earned,  after  payment  of  all  these  charges,  and 
when  the  financial  conditions  of  the  company  will 
p-jrmit.  We  think  that  none  should  be  declared 
until  the  Floating  D(^bt  is  disposed  of  We  also 
recommoud  a  sinking  fund  towards  meeting  the 
Funded  Debt,  unless  some  more  complctA  scheme 
can  bo  devised. 

,      ..  GROSS  AND  NET    EARNINGS. 

-     '     '  1852-53. 

Gro&s  Eaiuin^s S4,318,962  36 

Trausportatioit  Ex- 
penses   S2,407,373  1 3 

Olhcr  Charges 111,408  55 

Interest  on  Funded 
Debt 1.208,201  20 


3,817,072  97 


Net  Earnings....  .: 8601,880  39 

1853-4.  Complete  to  June  30,  thence  part  Re- 
turn and  part  Estimate. 

Gross  Earnings #5,376,273  14 

Transportation      Ex- 
penses   82,740,960  42 

Other  Charges  as  be- 
low         898,505  06 

Interest    ou    Fanded 

Debt 1,491,666  89 

4,691,192  86 


Net  Earnidgs S745,080  78 

Tbo  fallowing  aro  tho  ''  othor  charges'   in  the 

year  1853-4  : 

Rent  of  Utiion  Railroad -  ^80,100  00 

Loss  in  running  Lake  Steamers 74,202  77 

Loss  in  running  Francis  Skidd y 14,153  64 

Transportation  ExpenJies  prior  to  Sept. 
30,  1853,  not  received  so  as  to  be 
carried  into  la-st  years  account 42,531  47 

Hire  of  Engines  and  Cars 24,858  87 

Interest  on   Floating  Debt   to  June 

30 112,718  30 

Estimate  of  same  for  3  mouths 50,000  00 


Total S308,565  05 

It  is  estimated  that  during  the  last  year  the 
gross  earnings  were  decreased  about  $300,000  by 
the  break  of  gauge,  the  strike  of  Engineers,  and 
the  May  freshets. 

THE  PROSPECTIVB    REVENUE. 

The  President  estimates  the  gross  earnings  for 
the  next  year  at  $6,000,000.  We  are  not  well 
enough  acquainted  with  the  data  upon  which  he 
forms  his  judgment,  to  be  able^  to  give  an  opinion 
concerning  the  precise  result  \  but  in  %o  far  as  it  is 


an  expression  of  confidence  in  a  decided  increase, 
both  in  the  gross  and  net  earnings  of  the  Road,  we 
fully  agree  with  it. 

NotwitstandiLg  the  systematic  management  of 
the  Road,  it  is  the  opinion  of  your  officers  that  de- 
cided reductions  may  yet  be  effected  in  the  Trans- 
portation expenses.  By  the  increase  in  Tariffs, 
which  has  gone  into  effect,  and  the  promised  de- 
crease in  expenses,  we  think  that  you  may  count 
upon  a  decided  gain  upon  the  results  of  the  year 
just  closed,  even  without  the  anticipated  increase 
in  business. 

But  we  do  not  think  that  any  past  results  are  to 
bo  taken  as  the  measure  of  the  future  business  of 
the  New  York  and  Erie  Railroad.  Frbm  the 
opening  in  1861  until  May  last  it  was  in  the  con- 
dition of  a  man  with  one  arm.  It  had  virtually 
but  one  track,  with  insufficient  sidings  and  turn- 
outs (great  as  they  were,)  with  incomplete  road- 
bed, cuttings,  embankments  and  bridges;  with 
station-houses  unequal  to  the  busine.s8 ;  and  with 
a  rolling  stock  constantly  added  to,  and  yet  ever 
behind  its  wants.  It  was  also  used  in  the  con- 
struction of  its  second  track  to  the  exclusion  of  a 
better  paying  business. 

These  things  are  now  changed.  With  the  ex- 
ception of  7i  miles,  the  proposed  second  track  is 
completed,  and  in  use;  the  old  track  is  in  better 
order  than  ever  before ;  the  cuttings  are  widened 
and  brought  to  the  natural  slope  ;  the  embank- 
ments aro  in  good  order  j  the  station-houses,  water 
stations,  wood  sheds,  &c.,  are  esteemed  adequate 
lo  wants,  as  shown  by  experience ;  the  bridges  are 
represented  as  in  good  repair;  and  the  rolling 
stock,  though  not  as  large  as  the  Directors  seem  to 
have  desired,  will  meet  demands  for  some  time  to 
come,  when  the  works  in  progress  are  completed, 
which  can  be  done  for  S270,0O0. 
.  The  New  York  and  Erie  Railroad  now  earns 
annually  about  as  large  a  sum  as  was  originally 
proposed  to  be  expended  in  its  construction.  It 
is  a  competitor  for  the  enormous  passenger  and 
ft-eight  business  of  the  Lake  country,  the  North- 
west, and  the  Canadian  Peninsula,  with  New  York  j 
md  also  for  that  of  the  Valley  of  the  Ohio  and  the 
Mississippi,  with  which  it  is  soon  to  have  even 
better  connections  than  now.  It  passes  through  a 
Ime  of  country  having  no  other  eastern  outlet  by 
r>il,  whoso  productions  are  bulky,  and  which  has 

therto  been  less  densely  peopled  than  some  other 
ctions  of  the  State,  only  bccausu  more  difficult 

access ;  aud  its  tributaries  penetrate  some  of 

e  richest  mineral  and  agricultural  lands  in  the 

ion. 

1  When  wo  see  what  it  has  already  done, 
\Wiile  new,  encumbered  and  without  perfect  con 

3 ctions,  we  have  no  difficulty  in  agreeing  that  it 
destined  to  do  decidedly  more  with  experience, 
thout  incumbrance  to  tho  traffic,  and  with  con- 
nections established. 

J  At  tho  same  time  wo  cannot  shut  our  eyes  to  its 
financial  condition.  We  are  aware  of  the  difficul- 
tifcs  with  which  your  Board  has  had  to  contend, 
and  bear  willing  testimony  to  your  arduous  and 
nitiring  exertions  to  surmount  them.  But  we 
tlink  you  will  agree  with  us,  that  the  recent  criti- 
CM  situation  of  tho  company  has  demonstrated 
tli^  imprudence  of  anticipating  earnings  so  largely, 
and  calls  for  frankness  and  judicious  management 
ot»  the  part  of  tho  Directors.  If  the  public  can  be 
assured  that  the  construction  account  is  closed, 
anil  a  schema  can  be  devised  for  retiring  the  float- 
ing debt,  making  at  the  same  time  prospective  pro- 
viifions  for  meeting  the  funded,  we  see  nothing  to 
prevent  this  road  from  becoming  one  of  tho  most 
vajnable  railway  properties  in  the  world. 

To  insure  this  result  we  reccommend : 

J.  That  the  Construction  Account  be  closed. 

%  An  increase  in  your  Tariff  prices  of  freight 
an4  passengers,  both  Way  and  Through.  We  be- 
liete  that  an  immediate  judicious  addition  to  the 
present  rates  is  not  only  due  to  the  Stockholders, 
buf  will  essentially  conduce  to  the  perm.inent  wel- 
farft  of  the  company. 

$.  That  no  dividends  be  paid  till  the  Floating 
Debt  is  disposed  of 

That  a  Sinkiag  Fund  be  established,  to  be 


paid  monthly  into  the  hands  of  Trustees,  indepen- 
dent of  the  company. 

6.  That  the  President  and  Vice-President  of  the 
company  be  required  to  give  their  whole  time  and 
undivided  att  ntion  to  the  duties  of  their  respec- 
tive offices.  We  think  this  is  indispensable  to 
tho  proper  management  of  so  large  a  Corpora- 
tion as  the  New  York  and  Erie  Railroad  Com- 
pany. 

All  of  which  is  respectfully  submitted. 
JAMES  BROWN,  CALEB  C.  HALSTED, 

THOMAS  TILESTON,  DAVID  HOADLEY, 
D.  D.  WILLIAMSON,  JOHN  GOURLIE, 
JOHN  E.  WILLIAMS,  J.  C.  BANCROFT  DAVIS. 

New  York,  Oct.  10,  1854.  ...        ^      ,  „ 

General  Railroad  Ijwlxv  ot  Tl*yir  Rampelilre. 

Section  1.  No  person  shall  be  allowed  to  pass 
or  be  carried  over  any  railroad  in  this  State  with- 
out first  paying  the  customary  fare,  excepting  the 
stockholders  going  to  and  returning  from  the  an- 
nual or  any  special  meeting  of  said  railroad  cor- 
poration ;  the  directors,  treasurer  an  i  clerk  of 
said  company  on  their  own  road,  tie  superinten- 
dent and  conductor  of  such  road  and  such  other 
roads  as  shall  have  a  business  connection  and  con- 
tract with  such  road,  persons  actually  engaged  in 
running  the  cars,  in  charge  of  baggage  or  in  re- 
pairing the  road,  or  persons  in  charge  of  freight 
forwarded  by  express  in  pursuance  of  a  contract 
with  the  corporation,  or  in  charge  of  the  mail,  or 
accompanying  their  own  freight  on  a  freight  train . 
Provided,  however,  that  if  any  person  shall  apply 
to  the  president,  superintendent,  conductor  or  a 
ticket  master  of  any  road  for  permission  to  pass 
free,  and  it  shall  appear  that  such  person  is  poor 
or  in  misfortune,  and  unable  to  pay  the  usual  fare, 
and  that  it  is  necessary  such  person  should  pass 
over  the  road,  it  shall  be  lawful  for  such  pre- 
sident, superintendent,  conductor  or  ticket  master 
to  give  such  person  a  written  permit  to  pass  free 
over  such  road,  and  such  permit  may  include  the 
wife  and  children  of  such  poor  person.  A  record 
of  all  such  permits  shall  be  made  by  the  person 
giving  the  same,  which  shall  at  all  times  be  open 
to  the  inspection  of  the  stockholders,  and  a  return 
thereof  made  at  the  annual  meeting. 

Sec.  2.  It  shall  be  the  duty  of  the  conductor  on 
each  railroad,  immediately  after  the  cars  start  ou 
their  road,  to  examine  the  tickets  of  tho  passeu- 
gers,  to  ascertain  if  all  have  purchased  tickets, 
and  examine  the  tickets  of  all  persons  entering  the 
cars  by  the  way,  and  if  any  person  who  is  not 
hereby  excepted  is  found  who  has  no  ticket,  to  re- 
quire such  person  forthwith  to  pay  the  usual  fare 
over  such  road,  or  such  part  of  it  as  the  person 
proposes  to  travel,  and  in  case  of  neglect  or  refus- 
al to  pay,  it  shall  be  the  duty  of  the  conductor  to 
cause  the  train  to  be  stopped,  and  the  person  or 
persons  so  neglecting  or  refusing  to  pay,  to  leave 
the  train  ;  and  in  case  of  refusal  it  shall  be  lawful 
for  said  conductor  to  use  such  force  as  may  be  ne- 
cessary to  remove  such  person  from  the  train,  and 
the  conductor  shall  have  the  same  power  to  com- 
mand assistance  in  removing  such  person  as  sher- 
iffs by  law  have  when  serving  process,  and  under 
the  same  penalty  in  case  of  refusal.  Any  person 
refusing  to  pay  the  fare,  and  refusing  to  leave  the 
trains,  as  aforesaid,  shall  bo  liable  to  a  fine  of  ton 
dollars. 

Sec.  3.  Any  conductor  who  shall  refuse  to  per- 
form the  duties  required  of  him  by  this  act,  or 
any  president,  director,  superintendent,  ticket 
master  or  conductor  who  shall  pass  or  knowingly 
allow  any  person  to  pass  or  be  carried  over  their 
road,  or  furnish  any  person  with  a  ticket  or  pass 
over  their  road,  in  violation  of  the  first  section  of 
this  act,  shall  be  punished  by  fine  not  less  than 
ten  dolUrs  nor  more  than  one  hundred  dollars. 

Sec.  4.  Every  railroad  corporation  in  this  State  " 
shall,  in  the  month  of  August  in  each  year,  agree 
upon  and  fix  their  rates  or  tariffs  of  toll  for  the 
transportation  of  freight  and  passengers  over  their 
road.     The  toll  shall  be  rated  by  the  mile  for  each   , 
passenger,  and  by  the  ton  per  mile  on  freight,  ex-   . 
cept  timber,  lumber,  bark  and  wood,  which  may  be  - 
rated  by  the  thoiuuid  feet,  or  b;  the  cord,  per  r 
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milo.  Such  corporation  shall,  on  the  first  day  of 
September  in  each  year,  post  up  at  all  the  stations 
and  depots  on  their  road,  a  copy  of  such  rates  or 
tariffs  of  tolls,  and  shall  cause  said  copy  to  remain 
so  posted  through  the  year.  They  shall  also  post 
up  a  statement  of  the  whole  cost  of  freight  per  ton, 
thousand  or  cord,&nd  the  fare  of  each  passenger 
over  their  road  between  the  several  stations  on 
their  own  road  and  other  roads  for  which  they  as- 
sume to  execute  any  agency  or  joint  contract, 
whether  within  or  without  this  State.  Such  cor 
poration  shall  not  for  one  year  after  the  rates  of 
toll  are  posted  as  aforesaid,  or  until  after  sixty 
days  notice  has  been  given,  cbarge  or  receive  any 
higher  rates  of  toll,  fare  or  freight  than  shall  be 
fixed  upon  and  posted  as  aforesaid. 

Sec.  5.  Every  railroad  corporation  in  this  State 
shall  make  and  maintain  all  necessar)'  cattle- 
guards,  cattle  passes  and  farm  crossings,  for  the 
convenience  and  safety  of  the  land  owners  along 
the  line  of  their  road,  and  in  case  the  corporation 
and  land  owner  cannot  agree  upon  the  place,  num- 
ber or  manner  in  which  such  guards,  passes  or 
crossings  should  be  constructed,  the*  land  owner 
may  by  petition  apply  to  three  disinterested  justi 
ces  of  the  peace,  iwo  of  whom  shall  be  of  the 
quorum,  neither  of  whom  shall  be  resident  in  the 
same  town  with  the  applicant,  or  who  shall  have 
been  previously  advised  with  by  the  pvtitioners  in  re- 
lation to  the  matter  to  be  submitted,  and  who  shall 
notify  the  parties  by  giving  each  at  least  fifteen 
days  notice  in  writing  of  tlie  time  and  place  they 
will  meet  to  consider  such  petition,  and  shall  ex- 
amine and  determine  the  ^lacc  or  places  where 
such  passes,  guards  or  farm  crossings  and  the  time 
in  which  the  same  shall  be  constructA.>d,  and  make 
l'^  a  report  thereof  in  writing,  and  file  a  copyofthftir 
'^  report  with  the  town  clerk  of  the  town  where  said 
.'4.1'  laud  is  situated ;  and  in  case  the  corporation  shall 
i^^Z  refuse  or  neglect  for  sixty  days  after  the  report  is 
'T?'!  filed  as  aforesaid,  and  after  the  time  fixed  for 
;  ii^  building  the  same  by  said  justices,  to  construct 
,^i  passes,  guards  and  crossings,  agreeably  to  the  re- 
;^'f;port  made  as  aforesaid,  they  shall  be  liable  to  a 
l:j'*  fine  of  five  hundrel  dollars,  and  a  fine  of  one  hun- 
f;^.  dred  for  each  month  they  shall  refuse  or  neglect 
1*^^*0  construct  the  same,  after  the  expiration  of  said 
^i  sixty  days.  Provided,  that  the  said  justices  to 
;'«^^^  whom  said  land  owner  shall  apply  as  aforesaid 
:'-'^'  shall  be  selected  as  follows  :  one  by  the  land  own- 
V-,;er,  one  by  the  railroad  corporation,  and  the  third 
■  ■.l^l>y  the  two  first,  selected  as  aforesaid ;  and  if  said 
l^j  railroad  corporation  shall  refuse  to  select  one  of 
i^^said  justices,  it  shall  be  tlu;  duty  of  the  selectmen 
l^ or  the  town  in  which  the  land  is  situated  to  name 
'^'-Hhe  person  in  behalf  of  said  corporation.  Provid- 
ijfeTci/,  however,  that  the  provisions  of  this  s^-^tion 
i^  shall  not  apply  in  any  case  where  the  corporation 
i'^  have  settled  with  the  land  owner  in   relation  to 

fsuch  guards,  passes  and  farm  crossings. 
Sec.  6.  That  whenever  any  railroad  company 
_  _^.  shall  unreasonably  neglect  or  refuse  to  establish 
I^Kreasonablo  and  proper  depots  or  stopping  places 
for  the  public  accommodation  after  being  thereto 
•requested,  the  {)er8on8  aggrieved  thereby  may  by 
by  petition  represent  their  said  grievance  to  the 
Governor,  who  shall  refer  the  same  to  the  railroad 
commissioners,  and  if  said  commissioners  shall  af- 
ter hearing  the  several  parties,  be  of  opinion  that 
such  railroad  company  have  unreasonably  neg- 
lected or  refused  to  establish  such  depots  or  rea- 
sonable or  proper  stopping  places,  they  shall  in 
writing  declare  what  such  railroad  company  ought 
to  do  in  the  premi<!»s,  and  fix  and  order  the  time 
when  the  same  shall  be  done,  anJ  make  their  re- 
turn to  the  Secretary  of  State;  and  if  said  compa- 
ny shall  neglect  or  refuse  to  comply  with  such  or- 
der they  shall  forfeit  the  sum  of  one  hundred  dol- 
^lars  for  each  and  every  month's  neglect,  to  any 
petitioner  for  such  a;commodation  who  may  sue 
^for  the  same.  The  foes  of  said  commissioners, 
lll^and  other  reasonable  expenses  of  the  petioners, 
shall  be  taxed  by  said  commissioners,  and  incases 
where  they  determine  that  such  railroad  company 
have  thus  neglected  and  refused  to  make  such  ne- 
i^cessary  accommodation  for  the  public,  the  same 
IjjKshall  be  paid  by  such  company,  and  may  be  re- 


covered in  the  name  of  such  petitioners  by  action:  chase  or  appraisal  taereof  at  the  time  of  ih<'  lay- 
for  mon.3y  laid  out  and  expended.  iog  out  and  construction  of  said  road,  in  soch  cas- 


Sec.  7.  If  the  life  of  any  person  not  in  the  em- 
ployment of  the  corporation  shall  be  lost  by  rea- 
son of  the  negligence  or  carelessness  of  the  pro- 
prietor or  proprietors  of  any  railroad,  or  by  the 
unfitness  or  gross  negligence,  or  by  the  careless- 
ness of  their  servants  or  agents  in  this  State,  sncb 
proprietor  or  proprietors  shall  bo  hable  to  a  fine 
not  exceeding  five  thousand  dollars  nur  less  than 
five  hundred  dollars,  to  be  recovered  by  indict- 
ment to  his  use  of  his  executor  or  administrator 
of  the  deceased  person,  for  the  benefit  of  bis 
widow  and  heirs  ;  one  moiety  thereof  to  go  to  the 
widow  and  the  other  to  the  children  of  the  deceas- 
ed ;  but  if  there  shall  bo  no  children,  the  whole 
shall  go  to  the  widow,  and  if  no  widow,  to  his 
heirs,  according  to  the  law  regulating  the  distri- 
bution of  intestate  personal  estates  among  heirs. 

Sec.  8.  No  contract  between  two  or  more  rail- 
road corporations  for  the  use  of  their  roads  shall 
be  legal  or  binding  on  either  party  unless  such 
contract  shall  be  sanctioned  in  writing  by  the  rail- 
road commissioners,  and  approved  by  the  Govern- 
or and  Council.  And  in  no  case  shall  such  con- 
tract be  for  a  longer  term  than  five  years,  and  no 
such  use  of  another  road  shall  be  allowed  unless 
by  contract  in  writing;  executed  by  both  parties, 
and  a  copy  filed  with  the  Secretary  of  State. 

Sec.  9.  The  treasurer  and  clerk  of  any  corpo- 
ration in  the  State,  except  ftuch  whose  road  is  con- 


es said  land,  on  petition  to  the  railroad  commis- 
sioners, may  be  Uid  out  and  appraised  in  the  8am« 
way  and  manner  as  is  provided  for  the  original 
laying  out  and  appraisal  of  land,  and  if  the  road 
is  in  operation,  it  shall  not  be  obstmcu-d  In  the 
use  of  said  land  after  w^ritt«n  application  has  been 
made  to  the  commissioners  to  lar  oat  the  same, 
and  notice  thereof  has  be«>n  served  on  the  laud- 
holders,  until  such  appraisal  shall  be  made. 

Sec,  14.  This  act  shall  take  efiect  and   be  In 
force  from  and  after  the  first  day  of  August  (1850). 


be  kept  therein,  or  shall  provide  for  the  payment 
of  all  dividends  to  the  stockholders  in  this  State 
at  the  place  of  business  of  the  corporation  in  this 
SUte. 

Sec.  10.  The  directors  of  every  railroad  cor- 
poration shall  from  year  to  year  make  a  report  to 
the  Legislature,  under  oath,  of  their  acts  and  do- 
ings, receipts  and  expenditures,  uider  the  provi- 


Convaotlon  of  tlk«   Railroad    Compamlea  vt 
Ohio  anil  Intllanat 

A  convention,  composed  of  nearly  all  the  Rail- 
road Companies,  of  Ohio  and  Indiana,  embracing 
some  30  companies,  to  take  measures  to  secure 
uniformity  of  charges  and  action,  in  referanco  to 
Free  passers,  Runners,  etc.  etc.,  was  held  at  Co- 
lumbus, Ohio,  on  the  21st  ult.  The  following 
recommendations  and  resolutions,  nero  adop- 
ted. 

1st.  R«;commendaliou8,  in  reicruiie«  lo  "  fHAil 
ferricc  end  busnuss  freight,  izlra  Baggage.'' 

1.  As  to  Mails  and  Mail  Strvice. — That  EaP.w^ay 
Companies  charge,    as    the    lowest   remunerative 

room,  in- 
niences  of 
agent,  sent 
half  cents 
per  raiie  for  each  mile  run,  or  S'<!36  per  mile  for 
313  days.  For  any  additional  room,  either  in  the 
same  car  or  any  other  car  or  train,  twenty-fire 
cents  per  mile  for  each  one  hundred  square  feel. 
The  mails  to  be  received  and  delivered  on  tbo 
railway,  at  either  way  or  terminal  Ktalious;  all 
other  expenses  tobe  paid  by  the  Department. 

~    As  to  Exprch  Freight. — That  express  freight, 


sions  of  their  charter,  which  report  shall  be  made  ff"*^?  on  passenger  trains,  should  be  charged  at 
;„  »Ko  ~,...fi.  ..f  vr»^  in  o«^h  v..»r   .nH  B>,aii  ^«„.  the  rate  of  nine  cents  per  ton,  per  milo;  that  the 


in  the  month  of  May  in  each  year,  and  shall  con 
tain  full  information  upon  the  several  items  hcre- 
i^jAfter  enumerated,  to  wit : 


iron  safe  should  be  rated  at  four  hundred  poandSj 
and  charged  at  the  same  rale  of  goods ;  and  that 
small  packages  should  be  collecUd  in  a  Irnok  or 


[The  form  of  returns  prescribed  to   companies j  box  at  the  terminus,  and  also  charged  as  goods, 
are  very  similar  to  those  prescribed  to   the   Rail- i  Messengers  shonld  lie  cliAiged  half  price  of  first 
road  Companies  of  New  York,  and  published  last  j  class  passenger  faro, 
^ggj.  1  I     3.  As  to   Ex'ra   JJ<igi;ug€. — That  ordinary  por- 

o        ,,    T/>  -1      J  .•       V  ti    •  1  *   Isonal  baggage,  to  the  amount  of  eighty  p'^undk 

Sec    11.  If  any  railroad  corporation  shall  violate,  fo,  ^^^i,   p^enger,  should  be    carried   without 
any  of  the  provisiens  of  this  act,  or  shall   pe«mit^^.,j  ,^^1  in  all  cases  over  eighty  pounds,  the 

any  such  violation,  for  which  violation  no  mode  of; charge  should  bj  at  a  rate  of  not  less  than  one 
punishment  is  provided,  such  corporation  shall  be  ,  jj^-f  ^^.^^  ^ne  hundred  pounds  per  mile  ;  and 
liable  to  an  action  upon  the  case  In  the  name  of  ^,,^1  ^^^j,  p^j^ii^..^^^  Company  i-hould  limit  hs  Ha- 
any  party  injured  thereby,  to  recover  his  damage,  bjiity  for  baggage  to  an  amount  not  exceeding  one 
and  shall  also  be  liable  to  indictment  and  fine  'JOtljjQjj^j.gjj  dollars 

exceeding  one  thousand  dollars  for  each  ofionce  |  ^he  Railway  Companies  should  release  ihem- 
And  if  any  otbcer,  agent  or  servant  of  any  railroad  I  geivfa,  as  far  ;is  i)os8ible,  from  all  responsibility 
corporation  shall  knowingly  violate  any  of  the  jf^^^  the  transporlai ion  of  baggage  consisting  of  jir- 
provisions  of  this  act,  where  no  other  reme'iy  is' 
provided  against  such  oflBcer,  agent  or  servant,  he 
shall  be  liable  to  indictment  and  fine  not  exceed- 
ing one  hundred  dollars,  according  to  the  nacurc 
and  aggravation  of  the  offence. 

Sec  12.  Each  passenger  over  any  railroad  shall 
be  entitled  to  have  taken  with  him  by  the  same 
as  part  consideration  of  the  fare  paid  by  him,  a 
reasonable  amount  of  personal  baggage,  exclusive 
of  specie  and  bills;  Prji;iJcd,thAt  no  road  sliall 
be  required  to  carry  such  baggag.'  to  an  amount 
v^Jued  beyond  one  hundred  dollars  without  notice 
beicg  given  and  extra  charges  paid  for  such  risk 
and  liability  ;  and  such  corporation  shal  be  liable 
for  the  safe  transportation  and  delivery  of  all  such 
baggage  at  the  station  for  which  the  same  was  re- 
ceived, or  for  the  payment  of  the  value  thereof,  if 
tliey  neglect  or  ivfuse  to  pay  for  such  baggage  <is 


aforesaid,  on  demand,  after  the  expiration  of  said 
thirty  days. 

Sec.  13.  Whenever  any  land  may  have  been  or 
shall  be  entered  upon  and  taken  for  the  construc- 
tion of  a  railroad,  and  any  party  shall  appear  en- 
titled to  any  estate,  right  or  interest  in  or  charge 
afiecting  said  land,  which  was  not  adjusted  by  pur- 


ticles  not  strictly  for  the  personal  use  of  the  pas- 
senger carried.  Trunks  containing  goofis  bhonld 
be  taken  as  freight  or  express  matter. 

2d.  Resolutions  in  reference  to  Free  passfy.,  and 
kalf  price  tickctf 

1.  Resolved,  That  no  Free  Puis-:s,  or  tickets 
to  pass  free  on  any  railruxd,  by  granted  to  and 
(lei-son  after  the  first  day  of  January  n-xt,  except 
by  a  company  to  its  own  Director;*,  OflSeers,  Ag<*nt» 
and  Employees  on  the  road  of  such  company,  and 
under  such  rules  and  regulalioas  as  the  Director* 
thereof  may  establish. 

2.  Resolved,  That  the  carrying  of  passengers 
(except  children  under  twelve  years  of  age)  on 
railroads  at  half  fare,  or  for  any  othi-T  rate  below 
the  regular  price  or  fare  established  for  carry  iug 
passengers  Of  a  similar  class,  be  confined  to  pas- 
sengers going  to  and  returning  from  the  regular 
Annual  State  Agricultural  Fairs,  under  such  ngu- 
lations  as  the  Superintendents  ofRoads  shall  adopt 
to  prevent  imposition;  Provitled,  that  children 
uudfer  five  years  of  age  shall  pass  free  under  the 
tickets  of  their  parents  or  guardians,  and  that 
children  between  five  and  twelve  years   of  age 
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shall  be  charged   half  price :     Provided  further 
that  this  resolution  shall  not  prohibit  local  excur- 
sion trains,  with  reduced  fares,  at  the  discretion  of 
the  several  companiea. 

8.  Resolved,  That  the  several  companies  here 
represented,  require  written  passes  to  be  issued  on 
their  resf)ective  roads  to  every  employee  of  infe- 
rior grade,  from  his  superior,  stating  that  such  em- 
ployee is  going  on  the  business  of  the  company,  for 
each  trip  he  may  so  pass ;  which  pass  shall  be 
taken  up  and  returned  to  the  proper  officers  of  the 
company  by  the  conductor,  with  other  passage 
tickets. 

4.  Resolved,  That  no  free  pass  will  hereafter 
be  issued  or  renewed  to  any  Skipper  or  Forwarder 
of  Preis^ht,  as  such. 

6.  Resolved,  That  from  and  after  tho  first  of 
January  next,  no  return  pass  will  be  issued  to  any 
owner  or  driver  of  stock;  nor  will  any  such  owner 
or  driver  be  passed  ♦"ree  oa  any  other  train  than 
that  which  carries  hia  stock. 

6.  Resolved,  That  no  letter  of  introduction  or 
certificate  shall  be  given  to  any  employee  or  other 
person,  recommending  him  to  the  courtesy  of  a 
free  pass. 

3d.  Recommendations  as  to  runners  and 
agents : 

1.  That  tho  companies  represented  in  cojiven- 
tion  shall  discharge  all  persons  in  their  employ  as 
agents  or  runners,  by  the  first  day  of  November 
next,  and  discontinue  the  employment  of  all  per- 
sons in  such  cajiacity  thereafter. 

2.  That  whenever,  hereafter,  it  shall  be  import- 
ant to  circulate  or  post  bills  in  any  place  where 
two  or  more  companies  are  inte.-ested  in  so  doing, 
the  same,  if  practicable,  shall  bo  done  at  tho  joint 
expense,  and  under  tho  joint  direction  of  such  com- 
panies. 

3.  That  all  bills  or  other  publications  containing 
official  announcements  in  reference  to  transporta- 
tion business,  shall  be  issued  with  a  responsible 
signature ;  and  that  simultaneous  with  such  issue, 
copies  thereof  shall  be  forwarded  to  the  compa- 
nies interested  in  such  business ;  and  nothing  dis- 
paraging or  derogatory  to  any  other  lines  of  road 
shall  be  inserted  in  such  bills  or  publications. 

4.  That  no  employee  of  any  company  shall,  un- 
der any  circumstances,  be  permittted  to  solicit 
passengers,  under  the  penalty  of  immediate  dis- 
missal from  the  employment  of  such  company. 

6.  That  no  compensation,  except  a  regular  sal- 
ary, shall  bo  allowed,  either  directly  or  indirectly, 
to  any  person  for  the  sale  of  passenger  tickets. 

The  following  are  tho  resolutions  to  be  adopted 
io  reference  to  fares  and  freiglU. 

Resolved,  That  the  railroad  interests  here  re- 
presented will  be  best  promoted  by  the  adoption, 
as  near  as  practicable,  of  a  rate  of  fare  of  not  less 
than  two  and  a  half  cents  per  mile  for  through 
passengers,  transported  in  cars  of  the  first  class ; 
or  not  less  than  two  cents  per  mile  for  through 
passengers,  in  cars  of  the  second  class;  and  of  not 
less  than  one  cent  per  mile  for  emigrant  passen- 
gers, when  carried  in  connection  with  freight 
trains. 

Resolved,  That  the  rates  for  the  transportation 
of  freight,  when  carried  on  trains  at  an  average 
speed  not  exceeding  ten  or  twelve  miles  per  hour, 
should  not  be  less  than  two  cents  per  ton  per  mile 
for  all  heavy  and  cheap  articles  in  quantities  not 
less  than  a  car  load  ;  and  not  less  than  three  cents 
per  ton  per  mile,  for  the  same  articles  in  small 
quantities ;  not  less  than  four  cents  per  ton  per 
mile,  for  all  light  and  valuable  articles  in  large 
quantities ;  and  not  less  than  five  cents  per  ton 
per  mile,  for  the  same  articles  in  small  quantities; 
and  not  less  than  twenty-five  cents  per  car  per 
mile,  for  single  deck  cars  loaded  with  stock  :  Pro- 
vided, that  when  lines  of  roads,  at  certain  seasons 
of  the  year,  are  compelled  to  compete  with  water 
communications,  such  lines  may  modify  their  rates 
accordingly. 

Resolved,  That  the  classification  of  freights 
shall  be  the  same  as  that  adopted  at  the  Railroad 
Convention  held  at  the  St.  Nicholas  hotel,  New 
York,  August  16, 1854. 


Resolved,  That  for  the  purpose  of  placing  the 
emigrant  business  in  the  hands  of  the  several 
Railroad  and  Steamboat  Companies,  and  shielding 
the  emigrants  from  imposition,  those  tickets  only 
which  are  issued  by  other  Railroad  and  Steam- 
boat Companies  running  in  connection,  shall  be 
Eeceived  on  and  after  the  1st  of  Derabers  next,  and 
tibat  all  tickets  issued  by  individuals  after  that 
(iate  shall  be  rejected. 

i  Resolved,  That  routes  composed  of  lines,  or 
parts  of  lines  of  roads  between  important  points, 
with  a  difference  in  distance  over  the  shortest  line 
not  exceeding  twenty-five  cent.,  shall  be  deemed 
competing  routes  ;  that  through  tickets  issued  by 
any  of  the  companies  composing  the  competing 
routes,  shall  be  honored  upon  all  parts  of  either 
of  the  routes  which  may  be  indicated  in  such 
tiAets ;  that  the  rates  of  fare  shall  be  governed  by 
th^  parties  composing  the  shortest  route  ;  and  that 
all' settlements  between  the  companies  relating  t*^* 
such  tickets  shall  be  made  pro  rata :  Provided, 
that  no  company  composing  a  portion  of  any  short 
route  shall  be  required  to  receive  less  than  a  pro 
rata  proportion  of  short  route  fare. 

This  rule  shall  also  apply  to  any  two  or  more 
routes  composed  in  part  of  steamboat  transporta- 
tion and  settlement  of  freights  as  well  as  of  pas- 
acncfers. 

Routes  composed  of  lines,  or  parts  of  lines  of 
roads  between  important  points,  with  a  difference 
in  distance  over  the  shortest  line  exceeding  twen- 
ty-five per  cent.,  may  be  formed  by  agreement; 
but  the  companies  composing  such  competing 
routes,  shall  not  transport  freight  or  passengers  at 
less  rates  than  those  established  by  the  shortest 
route. 
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CattavrUaa,MrtIllain8port  and  Erie  Railroad. 

This  road  from  Tamagan  to  Milton,  was  formal- 
ly opened  for  business  on  the  6th  instant.  In  a 
few  weeks,  that  portion  of  the  Sunbury  and  Erie 
Railroad  from  Milton  to  Williamsport  will  be  open- 
ed, giving  an  uninterrupted  line  between  the  lat- 
ter place  and  Philadelphia.  '*■ .    ' ' ; 

A  Good  More. 

The  railroad  companies  of  Ohio  and  Indiana, 
numbering  about  30  in  all,  recently  met  in  con- 
vention, and  determined — 

1st,  to  charge    remunerating  v&iCi; 

2nd,    to    discontinue    entirely    the    deeid-head 
system ; 

3rd,  to  discontinue  the  employment  of  runners 
and  blowers. 

We  know  a  great  majority  of  the  companies  re 
presented  to  be  thoroughly  in  earnest.  A  sufficient 
penalty  is  provided  for  refractory  members  by  an 
agreement  not  to  ticket  over  the  roads  of  such. 

The  above  movement  will  add  twenty-five  p.  ct 
to  the  earnings  of  railroad  companies,  and  at  the 
same  time  reduce  expenses.  When  one-half  of  Vi\e 
cost  of  a  road  is  represented  by  a  debt,  25  per  ct. 
added  to  the  net  receipts,  will  be  equivalent 
to  a  fair  dividend,  on  the  other  half. 

The  action  of  the  convention  is  the  most  im- 
portant step  yet  taken  in  the  West  toward  the  im- 
provement of  the  value  of  railroad  property.  It 
was  the  first  and  most  obvious  step  to  be  taken. 
The  rates  of  fare  were  unquestionably  much  too 
low.  It  was  seen  that  the  generous  sentiment  of 
that  portion  of  tho  country,  which  delights  in 
courtesy,  was  loading  the  trains  with  non-paying 
passengers ;  and  that  a  noisy  blower  did  not  add 
in  the  aggregate,  a  single  penny  to  the  receipts  of 
the  roads.   All  these  abuses  have  been  reformed. 


Others  will  follow  in  their  train ;  and  we  feel  an 
assurance,  that,  in  time,  an  excellence  of  manage- 
ment will  be  reached  which  will  make  our  rail- 
roads what  they  are  capable,  of  being,  the  most 
profitable  investments  in  the  country.      ..     . 

Earulnga  of  Railroads  for  Septemiicr. 

The  earnings  of  railroads  for  September  as  far 
as  received  have  been  as  follows :  '    ...'  ; 

Virginia  and  Tennessee  Railroad. 

For  passenger  fare $9,354  53 

For  freight  and  transportation  of  U.  S. 

Mail 12,122  49 

ToUl $21,477  02 

Receipts  in  Sept.  1863 13,157  26 

Increase ■.  ....$9,319  77 

T^rre  Haute  and  Richmond  R.  R. 
The  earnings  of  this  road  for  August  and  Sep- 
tember are  as  follows : 

August,  1864 S20,483  86 

1853 16,425  83 

Increase $6,068  03 

September,  1864 $22,239  87 

1863 16,293  13 

Increase $6,946  74 

Chicago  and  St.  Louis  R.  R. 
The  receipts  of  this  road  for  September  were 
$119,562,  a  very  gratifying  result  for  a  new  road. 
Baltimore  and  Ohio  R.  R. 
The  revenue  of  the  Baltimore  and  Ohio  Rail- 
road for  September  was  :        ,^  j  -  i."  .i-'    .  ,^  .,  -  v  \ 

Total  for 
' " ''-  ■■       Main  Stem.  Wash'n  Br'nch.    both. 
For  pass'gers.  $62,184  81    $28,866  23    $91,05104 
For  freight  . .  246,186  30        9,009  78    256,194  08 

Totals . .  $308,370  11    $37,878  01  $346,246  12 
As  compared  with  September,  1853,  these  re- 
ceipts show  an   increase  of  $69,069  70  on  the 
main  stem,  and  of  $6,146  98  on  the  Washington 
branch,  making  a  total  increase  of  $75,216  68. 

The  receipts  of  the  year  ending  Sept.  30  show  a 
net  increase  of  $1,613,674  over  the  same  period  of 
last  year. 

...'.rc  '•  •        New  York  Central  R.  R.      \^^f?  -'     •- 

The  following  is  a  comparativestatement  of  the 

receipts  of  tho  New  York  Central  Railroad  during 

the  month  of  September,  1853  and  1854 :      ;  ;    ;..■ 

Passengers.        Freight.  Total. 

1864 $375,321  63    $266,263  76    $640,585  28 

1858 371,332  06       217,532  91       688,864  97 

Increase  . . .  $3,989  47      $47,730  84      $51,720  31 
Michigan  Southern  R.  R. 
The  earnings   of  the  Michigan  Southern  and 
Northern  Indiana  Railroads  for  September  were  : 

Passengers  and  Mail $168,664  09 

Freight  and  Miscellaneous 77,776  86 

Total.,... $236,439  96 

Earnings  in  Sept.,  1863 197,620  99 

Increase $38,918  96 

Galena  and  Chicago  R.  R.  ;.;.  :  :.v% 

The  earnings  of  the  Qalena  and  Chicago  R.  R. 
for  September  were  over  $150,000. 

Indianapolis  and  Cincinnati  R.  R. 

The  earnings  of  the  Indianapolis  and  Cincinna- 
ti Railroad  for  the  week  ending  Oct.  7th,  were 
$8,6  39. 

Ohio  and  Pennsylvania  R.  R. 

The  receipts  of  the  Ohio  and  Pennsylvania 
Railroad  for  the  month  of  September,  1854,  were 
$123,441  69.  The  estimate  for  September  was 
only  $96,000. 
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(For  the  American  Railroad  Journal) 
Texas  Railroad*. 

The  subject  of  iDtemal  improvemeDt,  by  means 
of  Railroads  in  the  State  of  Texas,  is  just  now  at- 
tracting much  puj:)lic  attention,  both  in  this  coun- 
try and  in  Europe ;  and  it  is  hoped  that  the  con- 
siderations and  suggestions  that  may  be  found  in 
this  memorandum  will  not  prove  altogether  unin- 
teresting. They  shall  have  the  merit  of  being  re- 
liaile  in  statement,  at  any  rate,  though  we  have 
no  disposition  to  deny  the  interest  we  have  in  the 
prosecution  of  the  works  to  which  they  specially 
apply — the  Qalveston,  Houston  and  Henderson, 
and  the  Qalveston  and  Red  River  Railroads.  We 
are  interested  in  both  these  enterprises,  and  object 
to  no  scrutiny  of  our  statements  that  this  fact  may 
invite.  Those  who  projected,  and  those  who  now 
gostain  and  are  carrying  forward  these  public  works, 
are  intelligent  men  ;  and  they  feel  a  confidence  in 
the  benefits  to  result  from  them,  reciprocally  to 
themselves  and  the  public,  which  is  easily  shown 
to  be  fully  justifiable.  And  while  in  these  brief 
notes  we  have  neither  time  nor  facilities  for  pre- 
senting statistical  details,  which  are  so  abundant- 
ly to  be  found  in  existing  publications,  and  which 
are  conclusive  in  their  character,  we  think  we  can 
present  sufficient  general  facts  to  warrant  the  con- 
clusion that  these  railroads  afford  a  better  basis, 
for  any  credit  they  may  require,  than  any  enter- 
prise ever  offered  to  men  of  capital  and  busi- 
ness. 

The  prodigious  territorial  extent  of  the  State 
of  Texas  is  what  first  attracts  the  attention  of  the 
observer  of  her  place  upon  the  map  of  our  country. 
With  an  average  width  of  some  400  miles,  and 
extending  westward,  from  the  Sabine  river,  not 
less  than  800  miles,  to  El  Paso,  she  is  an  empire 
in  herself,  and  possesses,  in  this  respect,  a  founda- 
tion for  political  greatness  and  power,  upon  which 
the  fertility  of  her  soil,  the  richness,  variety  and 
extent  of  her  mineral  wealth,  and  the  loveliness 
and  salubrity  of  her  climate,  are  enabling  her  to 
build,  with  a  rapidity  and  a  certainty,  without  a 
parallel  in  the  history  of  the  world.  By  the  most 
intelligent  computation,  the  present'population  of 
Texas  cannot  be  less  than  500,000, — an  increase 
of  more  than  one  hundred  per  cent,  within  the 
past  three  years.  And  it  need  scarcely  be  sug- 
gested that  this  population  is,  almost  necessarily, 
from  among  the  most  enterprising,  energetic  and 
active  of  the  people  of  the  older  states  of  Europe, 
— men  of  nerve  and  of  will,  and,  to  a  considerable 
extent  of  substance,  who  voluntarily  encounter  the 
difficulties,  obstacles,  embarrassments,  perils  and 
discomforts,  unavoidable  in  a  iicw  State,  because 
they  posses  the  sagacity  to  discern  the  "  better 
day"  in  the  immediate  future. 

The  first  great  necessity  of  Texas,  political,  so- 
cial, economical, — is  railroads.  To  say  nothing 
of  progress  and  development,  it  is  scaiccly  possi- 
ble for  her  to  exist,  as  a  single  state,  without  them. 
She  must  bo  broken  by  her  own  expansion,  unless 
bound  together  and  rivited  with  iron.  And  though 
this  may  be  said  to  be  matter  interesting  only  to 
herself,  yet,  when  we  consider  the  vast  power  for 
accomplishing  beneficial  results,  which  her  united 
resources  give  her,  and  compare  it  with  the  fee- 
bleness and  inefficiency  that  would  unavoidably 
flow  from  a  division  of  those  resources,  among  dif- 
ferent and  independent  communities,  it  is  appar- 
ent that  the  territorial  integrity  of  Texas  is  a 


question  of  interest  quite  beyond  the  limits  of 
that  noble  state.  Where  power  to  do  goo<i  exists 
in  a  state, — power  to  promote  the  happiness  and 
prosperity  of  man — the  question  of  dividing,  and 
thereby  diminishing,  that  power,  oversteps  statt 
lines.  .-  V     / 

But  it  is  enough  here  to  assume  that  Texas  must 
have  railroads.  It  is  enough,  because  it  shows 
that  it  is  her  highest  interest  to  affbrd  every  facil- 
ity and  favor  to  those  who  propose  to  aid  her  el- 
forts  to  obtain  them.  Her  recent  Legislature 
proves  that  she  appreciates  this  interest.  Of  her 
immense  and  reliable  public  domain,  she  has 
given  10,240  acres,  to  the  mile,  to  each  of  the  Rail- 
road Companies  in  the  state,  upon  certain  reason 
able  condition.  These  conditions  favor  feasible 
enterprises,  and  only  discourage  and  defeat  those 
which  arc  not  demanded. 

Beyond  question  or  comparison,  the  two  rail- 
roads mentioned  in  these  notes,  are,  before  all 
others,  demanded  and  required.  They  are  abso- 
lute commercial  necessities.  The  State  of  Texas, 
the  trade  of  Texas,  cannot  do  without  them. — 
Whatever  the  condition  of  the  "  money  market," 
— roads  must  bf  built.  The  necessity  exist,  and 
cannot  otherwise  be  met.  Those  who  know  Texas 
best,  will  soonest  admit  the  conclusion. 

The  immense  trade  now  carried  on  between 
Galveston  and  the  interior  of  Texas,  (which  is 
rapidly  increasing)  makes  the  constructing  of  rail- 
roads from  Galveston  into  the  region  of  country  in- 
cluded between  the  waters  of  the  Colorado  and 
the  Sabine,  so  indispensable,  that  argument  about 
it  is  idle.  It  is  simply  a  question  of  time.  With 
the  necessary  aid,  the  work  can  be  accomplished 
at  once,  and  immense  resources  at  once  developed, 
— without  this  aid,  it  must  be  accomplished.  The 
producers  and  factors  of  Texas  are  compelled  to 
build  these  roads,  for  their  own  benefit  and  pro- 
duction. If  she  can  be  helped  to  do  this,  sooner 
than  they  can  do  it  unaided,  they  are  more  than 
willing  to  confer  the  large  benefits  of  the  enter- 
prise upon  those  who  help  them, — if  not,  they 
keep  them  for  themselves.  Let  us  look  a  moment, 
with  a  map  of  Texas  in  our  hands,  at  the  lines  of 
these  roads : 

The  Galveston,  Houston  and  Henderson  Road 
runs  from  Galveston  to  Houston,  and  thence,  in  a 
north  easterly  direction,  to  Henderson,  near  the 
parallel  of  32°  where  it  will  connect  with  the  great 
Pacific  Line.  The  Galveston  and  Red  River  Road 
runs  from  Houston,  in  a  north-westerly  direction, 
to  the  "  bottom"  of  the  Brazos  River,  thence,  in 
two  directions  ; — 1st.  towards  Austin  the  Capital 
of  the  state: — 2d.  along  the  Brazos  Bottom  across 
the  Navasoto,  to  the  parallel  of  32,  at  some  con- 
venient point  for  connecting  with  the  Pacific  Line ; 
and  thence,  in  a  ncrth-easterly  course,  to  the  East- 
ern boundary  of  the  state,  near  the  town  of  Ful- 
ton, there  to  connect  with  the  "  Cairo  and  Fulton 
Road,"  through  the  state  of  Arkansas.  A  glance 
at  the  maps  of  Texas  and  the  Union  will  demon- 
strate the  grand  importance  of  both  these  lines. 
The  Galveston,  Houston  and  Henderson  Road  is 
something  over  two  hundred  miles  in  length, — the 
Galveston  and  Red  River,  something  under  five 
hundred  miles.  Now,  these  liccs  of  railroad  pen- 
etrate the  most  populous,  and,  consequently,  the 
most  productive  portion  of  Texas.  They  will  af- 
ford market  facilities  to  the  already  large  trade  of 
Middle  and  Eastern  Texas,  and  tend  to  develope 


the  almost  limitless  resources  of  that  region,  which 
are  now,  to  a  great  extent,  undeveloped  and  un- 
employed, in  consequence  of  the  impossibility  of 
their  leaching  a  market. 

The  principal  productions  of  Texas  up  to,  and  bt- 
lovv,  the  line  of  33°  are  cotton  and  corn, — prc- 
duclions  of  the  North  and  the  South,  suburb  fields 
of  which  are  cultivated,  side  by  side,  on  and  above 
tl  e  very  line  of  the  proposed  Pacific  road.  With- 
in the  region  of  country  to  be  opened  by  the  two 
roads  under  consideration,  there  arc,  undoubtedly, 
not  less  than  two  hundred  thousand  bales  of  cot- 
ton, now  produced,  annually.  The  means  by 
which  this  cotton  is  transported  to  market  are  the 
rivers  and  ox-teams  of  Texas.  The  former  are 
totuUy  unreliable,  at  any  given  period  of  the  year; 
and  the  latter  transport  from  5  to  8  bales,  of  500 
pounds  each,  drawn  by  from  five  to  eight  yoke, 
at  the  average  rate  of  ten  miles  per  day.  Nothing 
i;  more  manifest  than  that  this  condition  of  things 
discourages  enterprise  and  production.  Neither 
corn  nor  cotton  can  bear  such  transportation 
charges,  and  the  inviiable  consequence  is  that  in- 
dustry and  enterprise  languish  and  die,  even  io 
the  finest  producing  country  in  the  world.  It  is 
estimated,  after  a  good  deal  of  careful  inquiry, 
that  the  absolute  loss,  on  the  cotton  crop  of  Tex- 
as, for  the  last  year,  arising  from  the  want  of  rail- 
roads, through  the  territory  which  these  roads 
will  penetrate, — the  loss  resulting  from  the  impos- 
sibility of  getting  the  crops  seasonably  to  market, 
and  from  the  waste,  incident  to  the  existing 
methods  of  transportation,  would  pay  for  a  hun- 
dred miles  of  railroad.  Of  this  we  catcrtaio  no 
doubt.  The  effect  of  these  embarrassments,  in 
restraining  immigration  and  repressing  produc- 
tion, is  obvious.  The  effect  of  penetrating  by  rail- 
road, this  rich  producing  region, — rich  in  miner- 
al resources, — in  stimulating  industry  by  offering 
it  its  highest  rewards,  in  stimulating  enterprise, 
by  offering  it  its  strongest  inducements,  can 
scarcely  be  over-estimated.  Give  to  Texas  rail- 
roads, the  railroads  that  existing  commercial  ne- 
cessities demand,  and  the  immediate  increase  of 
production,  consequent  upon  the  boon,  will  at  once 
call  for  a^"  double  track. '  Throughout,  Texas  is 
swelling  with  productiveness  in  all  the  great 
staples,— in  cotton,  sugar,  corn,  wheat  and  all  the 
cereal  grains,  potatoes, and  in  everjthing  that  can 
prove  her  to  be  the  great  producing  country  of 
the  world, — the  "  offix,ina  gentium.''  All  she  re- 
quires is  railroads,  and  the  railroads  she  most  re- 
quires are  the  two  that  penetrate  her  interior, 
from  Galveston  Bay, — every  mile  of  which  will  be 
instantly,  remunerative. 

The  immigration  into  Texas,  both  by  sea  and 
over  land,  is  enormous.  It  is  larger  than  ordinary 
observers  would  venture  to  believe..  This  immi- 
gration is  occasioned  by  well  founded  reports  of 
the  excellence  and  cheapness  of  Texas  lands.  It 
comes  both  from  Europe,  and  iVom  our  own  coun- 
try. But,  from  whatever  direction  it  comes,  its 
starting  point,  to  the  interior,  to  a  very  large  ex- 
tent, is  Galveston.  Europeans  know  no  other 
Texan  port; — and,  practically,  there  is  no  other 
port.  Galv'.-ston  harbor  is  the  best,  on  the  whole 
golf  coast,  from  New  Orleans  to  Vera  Cruz.  For 
confirmation  of  this  important  fact,  we  have  only 
to  refer  to  the  Insurance  offices,  in  New  Y'ork,  Liv- 
erpool or  London.  Ships  and  cargoes  destined 
for  the  port  of  Galveston,  are  everywhere  insured 
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at  a  rate  somo  2j^  per  cent,  less,  than  if  destined 
for  any  other  port  on  tbo  Texas  coast.  Thia  fact 
is  conclusive  of  the  question.  Galveston  is  the  New 
York  ol  Texas.  Immigrants  and  speculators, 
flrom  over  sea,  land  there,  and  thence  '"seek  their 
fortune"  in  the  interior.  The  existing  difficulties 
in  getting  into  their  interior  prevent  multitudes 
from  attempting  it.  Build  the  railroads  under 
consideration,  and  these  difficulties  will  be  re- 
moved, immigration  will  bo  largely  increased,  and, 
in  our  judgment,  the  very  increase  of  immigration 
and  speculation  would,  alone,  render  them  remun- 
erative. 

But  there  is  another  important  thing  to  be 
stated, — Railroads  can  be  built  cheaper  in  7\xas, 
than  in  any  other  part  of  the  werld.  We  assert 
this  very  positively,  because  we  have  some  thirty 
five  miles  of  road,  from  Galveston  and  Houston, 
towards  the  interior,  now  graded  and  ready  for 
the  iron.  We  therefore  speak  in  this  behalf  of 
matters  of  which  we  experimentally  know  the 
truth.  On  one  hundred  and  fifty  miles  now  loca- 
ted, from  Galveston,  towards  the  interior  of  Texas, 
the  average  grade  is  less  than  7  feet  per  mile,  and 
the  maximum  grade  is  but  12  feet,  and  that  for 
only  two  miles,  in  the  whole  distance.  It  may  al- 
most be  assumed,  for  the  entire  lines  under  no- 
tice, that  the  earth  taken  from  the  necessary" 
ditches  on  each  side  will  form  the  required  road- 
bed or  grade.  It  will  at  once  be  seen,  therefore, 
that  the  rapidity  with  which  these  works  ran  be 
pushed  forward  to  completion,  is  mainly  measur- 
ble  by  the  nuanf  possessed  by  the  compjinies  who 
build  them. 

The  indispensable  necessity  of  these  roads  to 
the  great  Pacific  Road,  already  under  contract, 
through  Texas,  and  doubtless  soon  to  be  built,  can 
scarcely  require  a  more  forcible  elucidation  than 
a  simple  inspection  of  the  map  of  Texas  furnishes. 
In  view  of  the  indisputab'e  fact,  that  the  port  of 
Galveston  is  the  best  on  the  Texan  coast,  a  fact 
that  gives  that  port  a  precedence  that  neither  ar- 
gument nor  interest  can  overthrow,  it  is  apparent 
that  roads  penetrating  from  Galveston  to  the  line 
of  32°  (the  line  of  the  Pacific^Road),  are  just  as 
important  to  the  commerce  of  the  world,  and  as 
necessary  fur  its  accommodation,  as  the  Pacific 
Road  itself  A  vast  portion  of  the  freight  that 
will  seek  the  Atlantic,  on  the  completion  of  the 
Pacific  line,  will  demand  the  quickest  access  to 
the  waters  uf  the  Atlantic,  to  find  the  cheaper 
method  of  water  transportation.  The  point  where 
this  can  be  reached,  and  the  only  point  between 
San  Diego  or  San  Francisco,  and  New  Orleans,  is 
Galveston.  Of  this  thero  can  be  no  dispute.  As 
we  have  before  suggested,  insurance  offices  supply 
conclusive  evidence  in  this  repect,  and  to  them 
throughout  the  world  we  refer.  But,  outside  of 
this,  Galveston  is  the  port  to  which  a  large  portion 
of  the  immense  material  required  to  build  the 
Pacific  Railroad  must  be  shipped,  and  thence 
transported  to  the  line  of  that  road. 

It  is  idle  to  waste  time  in  farther  demonstrating, 
therefore,  how  indispensable  roads  from  Galveston 
to  the  line  of  32°  are  to  the  Pacific  Company  ; 
both  as  respects  the  commerce  they  expect  to  con- 
trol, and  the  economy  of  construction.  The  gen- 
tlemen holding  the  contract  for  that  great  road 
perceive  and  admit  it.  We  need  only  say  they 
could  afford  to  build  the  lines  we  refer  to,  for  the 
benefits  they  would  derive  from  them ;  and  we 


may,  perhaps,  add,  that  they  would  be  glad  to  do 
so.  The  ultimate  difference  in  expense  to  them, 
would  justify  a  far  greater  outlay. 

Perhaps  we  might  properly  stop  here.  Our 
purpose,  as  we  have  said,  does  not  include  the 
presentation  of  detailed  statistics,  going  to  prove 
the  general  statements  we  have  made.  We  have 
only  desired  to  present  an  outline  of  the  intrinsic 
merits  of  these  enterprises.  But  we  may  be  per- 
mitted to  add,  a  few  words  illustrative  of  the  com- 
parative advantages  of  the  Texas  Roads. 

The  Illinois  Central  Railroad,  now  very  near  its 
completion,  has  been  built  upon  the  credit  of  a 
donation  of  3,840  acres  of  public  land,  to  the  mile. 
The  stock  of  this  road  is,  at  the  present  moment, 
above  par.  The  donation  is  liberal,  and  the  affairs 
of  the  road  have  been  judiciously  managed,  no 
doubt,  and  its  prosperity  is  the  proper  result  of 
this  management.  But  let  U:)  look  a  moment  at 
the  relative  advantages  of  this  road,  and  those  of 
the  roads  to  which  we  refer. 

To  the  Illinois  Central  Railroad  was  given  3,840 
acres  to  the  mile  ;  to  our  roads,  10,240  acres,  per 
mile.  The  principal  products  of  Illinois  are  corn, 
wheat,  and  potatoes.  Texas  produces  these  in  at 
least,  equal  amounts,  per  acre,  and,  in  addition 
Cotton  aud  Sugar.  The  lands  of  Texas  are  superior 
to  those  of  Illinois;  they  arc  as  good,  if  not  better 
than  any  lands  on  the  face  of  the  earth.  Texas 
can  raise  in  perfection  all  the  products  of  all  the 
zones,  except  the  frigid.  Her  wheat  and  corn 
and  cerials,  generally^  cannot  be  s  urpassed  in  qual- 
ity, or  quantity  per  acre;  Irish,  and  sweet  potatoes 
are  grown  in  her  soil  equally  well.  Texas  is  im- 
mensely richer  than  Illinois,  in  mineral  wealth, 
both  iu  variety  and  extent.  There  is  no  possible 
comparison  of  the  two  States,  aside,  of  course, 
from  population,  that  will  not  show  Texas  in  the 
ascendant.  Aud  beyond  all  this,  the  roads  of 
which  we  arc  speaking,  receive  nearly  three  times 
more  land  to  the  mile  than  the  Illinois  Central. — 
Now  let  us  refer  a  moment  to  well  known  facts. 

In  1841,  Illinois  was  bankrupt.  Her  large  f'ebt 
was  owned  in  Europo,  and  her  resources  were 
quite  unequal  to  the  preservation  of  her  credit. — 
Through  the  judicious  management  of  the  Hon. 
John  Davis,  of  Massaehuseite,  then  Governor  of 
that  State,  her  credit  was  revived.  Her  canal  was 
built,  and  ny  the  recuperative  energy,  communi- 
cated through  the  cfibrts  of  Mr.  Davis,  her  works 
of  internal  improvement,  including,  of  course,  the 
great  Illinois  Central  Railroad,  were  pushed  rapid- 
ly forward;  and,  at  this  moment,  according  to 
the  statements  of  Gov.  Matteson,  the  public  debt 
of  that  State  is  nearly  "  cancelled,"  and  her  ca- 
reer of  prosperity ,  thanks  to  her  public  works,  un- 
impeded. But  look  at  another  fact:  before  the 
commencement  of  the  Illinois  Central  Railroad, 
land  upon  its  line,  especially  upon  that  section  of 
it  from  Cairo  north,  known  better  as  "  Little 
Egypt,"  possessed  a  m  ere  nominal  value,  say  10 
cents  per  acre.  Since  the  construction  of  this  road 
from  Ca'ro,  northward,  these  lands  have  been  sold 
for  from  five  to  twenty  dollars  per  acre.  The 
lands  we  refer  to  are  in  the  Southern  Illinois  Bot- 
toms, and  were  simply  worthiest  before  the  build- 
ing of  the  Central  Railroad.  They  are  rich  in  min- 
eral resources,  fertile  in  Sfil  and  covered  with  val- 
able  timber,  it  is  true,  but  a  hundred  years  of  or- 
dinary and  unaided  increase  of  population  and  jm- 
prorement,  could  scarcely  hare  raised  them  to  the 


value,  and  the  region  and  Stato  that  embraces 
them  to  the  wealth  and  prosperity,  that  the  Cen- 
tral Railroad  has   accomplished  iii  three  years. 

Again,  we  learn  that  the  absolute  increase  of 
the  value  of  a  belt  of  land,  ten  miles  wide,  pene- 
penetrated  by  the  Cbatanooga  Road,  Tenn.,  is 
equal  to  $7  50  per  acre,  or  $96,000  per  mile,  and 
that  lands  in  Georgia,  contiguous  to  the  line  of 
this^road.  that  could  scarcely  find  purchas- 
ers iu  1846,  at  ten  or  fifteen  cents  per  acre,  were 
soldln  184^,  at  ten  and  twenty  dollars  per  acre. — 
Our  authority  for  these  facts  (which  have  so  many 
confirmations  in  the  Railroad  history  of  the  coun- 
try,) is  the  Report  of  the  President  of  the  Nash- 
ville and  Cbatanooga  Road.  Apply  this  reason- 
able rule  of  increase  to  a  belt  of  such  a  soil  as 
that  penetrated  by  these  roads  in  Texas,  of  equal 
width,  and  it  will  be  seen  that  the  700  miles,  em- 
braced in  the  charters  we  refer  to,  would  occasion 
an  increased  valuation  of  more  than  sixty-seven 
millions  of  dollars !  A  sum,  that,  large  as  it  is,  we 
believe  to  be  far  below  what  actual  results  would 
show.  Estimate  also  the  value  of  the  lands,  given 
to  the  Companies,  by  Texas,  at  the  lower  price 
named  above,  (and  we  belike  it  would  exceed  the 
higher,)  and  the  700  miles  would  produce  the 
amount  of  seventy-one  millions  six  hundred  aud 
eighty  thousand  dollars, — a  sum  quite  sufficient  to 
construct  any  three  thousand  Jive  hundred  miles,  of 
the  projected  Railroads  in   Texas. 

Compare  these  ascertained  results  of  the  build- 
ing of  the  Illinois  Central  and  the  Cbatanooga 
roads — compare  them  fairly  and  logically,  with 
the  results  that  might  fairly  and  logically  be  an- 
-ticipated  to  follow  similar  causes  in  Texas,  and 
we  ask  no  more.  Compare  soils,  productions,  re- 
sources, climates.  Compare  the  respective  wants 
and  exigencies  of  commerce,  demanding  Railroad 
avenues,  and  facilities.  Compare  the  cheapness 
and  facility  of  the  construction  of  Railroads. — 
Compare  every  point  that  enters  into  the  question 
of  inducement  of  enterprise).  Compare  distances 
from  the  Atlantic  coast,  as  respects  the  interior  o' 
Texas  aud  the  interior  of  Illinois,  and  above  all, 
compare  the  respective  grants  of  land,  per  mile, 
(in  the  one  case  less  than  four  thousand  acres,) 
always  bearing  in  mind  how  triumphantly  results, 
in  the  case  of  the  Illinois  Central  Road,  have  vin- 
dicated the  wisdom  and  sagacity  of  those  who 
projected  and  carried  it  forward,  and  it  hardly 
seems  too  much  to  assert,  that  enterprise  never 
before  was  offered  so  wide,  so  sure  and  so  rich  a 
field  of  operations,  as  that  presented  by  the  Gal- 
veston, Houston  and  Henderson,  and  the  Galves- 
ton and  Red  River  Railroads. 

We  have  already  extended  these  notes  beyond 
the  space  we  proposed  ;  and  yet  we  are  very  sen- 
sible that  what  we  have  set  fortb,  in  a  general 
way,  of  the  claims  of  these  Texas  Roads,  is  far 
from  doing  them  justice.  Much,  very  much,  more 
could  be  said  to  illustrate  and  prove  the  compre- 
hensive statements  we  have  mads.  But,  aa  inti- 
mated in  the  beginning,  this  would  be  quite  beyond 
our  present  purpose,  which  is  already  answered. — 
Otherwise  we  comment  upon  the  fact  that  the 
grants,  privileges,  franchises,  given  to  the  Illi- 
nois Central  Road,  are  on  the  express  condition, 
that  the  company  shall  pay  into  the  Treasury  of 
the  Illinois,  semi-annually,  seven  per  cent  of  the 
gross  earnings  of  the  road,— a  condition  which  is 
not  imposed  in  any  charter  granted  by  Texas;  we 


.m-^- 


.1  >■■;■• 


AMERICAN    RAILROAD    JOURNAL.. 


667 


might  refer  to  the  fact,  that  the  early  period  of 
harvesting  in  Texas,  will  enable  the  wheat  grow- 
ers of  that  State,  with  Railroad  facilities,  to  place 
wheat  in  the  New  York  markets,  at  least  six  weeks 
sooner  than  it  can  be  placed  there  from  any.  other 
wheat  growing  portion  of  the  Union ;  we  might 
refer  to  the  perennial  pastures  of  Texas,  which 
make  that  State  the  finest  grazing  and  stock-grow- 
ing country  in  the  world ;  we  might  specify  the 
various  mineral  deposits  which  enrich  her  soil, 
and  in  short,  there  is  scarcely  one  particular 
in  the  range  of  agencies,  for  developing  and  in- 
creasing wealth,  and  promoting  human  welfare 
and  prosperity,  that  we  could  not  show  to  apper- 
tain in  a  surpassing  degree,  to  Texas,  and  the  en- 
terprise we  are  advocating.  But,  as  we  have  said, 
such  details,  interesting  and  important  as  they  are, 
quite  exceed  our  present  purpose  ;  and  we  there- 
fore submit  these  imperfect  memoranda,  simply 
asking  for  them  that  consideration,  to  which,  for 
their  truthfulness,  they  are  certainly  entitled. 
JAMES  W.  BURKE  &  Co., 
New  York  Oct.  13,  1854.      '  of  Texas. 


Above  we  give  an  interesting  comiauQicatioD 
upon  the  subject  of  railroads  in  Texas. 

Without  being  responsible  for  the  statements  as 
to  which  are  the  most  important  projects,  we  fully 
concur  in  the  opinion  expressed  a^  to  the  value 
and  importance  of  railroads  to  the  State,  and  that 
several  extensive  lines,  if  immediately  construct- 
ed, would  find  a  lucrative  support.  One-half  of 
Texas  is  undoubtedly  as  fine  a  countiy  as  the  sun 
shines  upon ;  and  though  thinly  settled,  the  bulk 
and  value  of  its  productions  are  enormous,  and 
are  increasing  with  astonishing  rapidity . 

Texas  possesses  advantages  over  any  other  State, 
in  the  greater  variety  of  her  productions.  There 
is  no  State  in  which  the  sugar,  cotton  and  cereal 
zones  lie,  iu  such  close  proximity.  This  is  owing 
not  so  much  to  ditference  in  latitude,  as  to  the 
different  degrees  of  elevation  of  the  several  por- 
tions of  the  Stato  above  tide  water.  In  westerly, 
and  north-westerly  directions  from  the  Gulf,  the 
surface  rises  very  regularly  at  tho  rate  of  from  5 
to  12  and  15  feet  to  the  mile.  The  ascent  near 
the  coast  is  tho  most  gradual.  It  is  upon  tho  low- 
est belt,  circling  the  Gulf,  that  the  sugar  lands  are 
found.  The  width  of  the  sugar  belt  does  not,  we 
think,  exceed  fifty  miles.  The  cotton  zone,  or 
belt  comes  next,  enclosing  the  sugar  lands,  and  is 
some  two  hundred  miles  wide.  Outside  of  this, 
the  elevation  of  the  country  is  such  as  to  give  a 
climate  admirably  adapted  to  tho  growth  of  the 
cereals,  particularly  wheat  aud  Indian  corn.  The 
finest  wheat  grown  in  the  United  States  is  pro- 
duced in  Texas;  the  finest  we  mean  for  southern 
markets,  for  the  reason  that  flour  made  from  it  is 
not  liable  to  sour  iu  any  latitude.  The  third  belt, 
or  zone,  and  an  extensive  range  of  country  out- 
side of  it,  is  admirably  adapted  to  the  raising  of 
stock,  which  is  already,  and  must  continue  to  be, 
one  oC  the  great  staples  of  the  State. 

From  the  best  existing  sources  of  information, 
we  should  judge  that  one-half  of  the  area  of  the 
State  is  composed  of  the  very  best  quaHty  of 
sugar,  cotton,  corn  and  grazing  lands.  Including 
the  latter  the  available  portion  of  the  State  may 
exceed  one-half,  though  it  will  be  many  years  be- 
fore lands  suitable  only  for  the  raising  of  stock 
will  b«  of  much  value.    We  put  down  one-half  of 


the  State  as  waste  land.  A  considerable  portion 
of  its  surface  is  elevated  at  least  5,000  feet  above 
the  sea,  and  lies  spread  out  in  vast  and  sterile 
plains,  without  wood  or  water.  Over  the  fertile 
portion  of  the  State  equal  to  aa  area  of  nearly 
120,000  square  miles,  or  76,000,000  of  acres,  is 
scattered  a  population  of  400,000,  or  450,000 
souls,  which  is  increasing,  we  should  think,  at  the 
rate  of  50,000  annually.  It  is  the  sparsenesg  of 
the  population  in  not  allowing  concert  of  action, 
that  is  the  great  obstacle  to  the  construction  of 
railroads.  To  make  up  for  ihis  as  far  as  possible, 
the  State  has  adopted  the  policy  of  devoting  the 
unsold  lands  to  the  encouragement  of  these  works, 
and  has  chartered  companies  with  a  length  of 
line,  which,  if  built,  would  call  for  about  50,000,- 
000  acres,  or  Itcice  the  amount  of  good  lands  re 
maining  unsold.  A  large  number  of  the  compa- 
nies chartered  wiil  never  build  their  roads,  which 
will  leave  for  such  few  as  are  constructed,  a  valu- 
able donation.  The  grants  are  equal  to  ab  ut  10,- 
000  acres  to  every  mile  of  road  built.  We  have 
no  meaus^  of  determining,  at  present,  what  these 
lands  are  worth.  This  would  depend  upon  their 
Ucation,  and  no  company  has  yet  so  far  complied 
with  the  terms  of  their  grants,  as  to  entitle  them 
to  locate  them.  If  the  lands  could  be  selected 
upon  the  line  of  a  road,  the  construction  of  it 
would  add  very  largely  to  their  value,  which  might 
in  such  case  go  far  toward  defraying  the  cost  of 
its  construction.  But  if  they  have  to  be  taken  at 
a  distance  from  settlements,  or  from  lines  of  public 
improvement,  they  may  not  amount  to  much.  As 
it  is,  too  great  a  value  must  not  be  put  upon 
them,  as  their  value  is  yet  in  a  great  measure, 
hypothetical. 

Whatever  may  be  tho  valae  of  these  lands,  we 
think  the  railroad  interest  of  the  State  would 
have  been  better  off  without  them.  We  think  the 
result  so  far  proves  this.  The  people  of  the  State 
placing  a  high  estimate  upon  them,  and  believing 
that  they  will  secure  the  construction  of  the  roads 
to  which  they  are  granted,  put  little  money  in  their 
projects,  and  take  little  personal  interest  in  them. 
They  consequently  of  necessity  go  into  the  hands 
of  parties  who  have  no  other  object  than  to  make 
money  ;  some  by  speculating  upon  the  charters, 
and  privileges  they  confer,  and  others  by  building 
the  roads.  The  manner  in  which  it  will  be  at- 
tempted to  make  money,  will  be  to  issue  a  large 
amount  of  fictitious  stock  and  securities,  and  sell 
them  at  the  best  price  that  can  be  had.  There  is 
great  danger,  therefore,  that  most  of  the  projects 
of  tlie  State  will  degenerate  into  mere  specula- 
tions, which  will  found  to  be  incompatible  with  suc- 
cess :  that  tho  roads  will  not  be  built :  that  the 
people,  disgusted  by  failure,  will  refuse  to  have 
anything  to  do  with  such  works  till  they  have 
outgrown  the  recollections  of  their  misfortunes 
and  mistakes.  It  is  well  known  that  the  early  at- 
tempts at  the  construction  of  railroads  through- 
out the  south-western  States  proved  disastrous 
failures.  In  commencing  anew  the  construction 
of  these  works,  the  first  and  most  difficult  impedi- 
ment to  over-come,  was  the  remembrance  on  the 
part  of  the  people  of  their  previous  ill  success. 
A  double  work  had  to  be  done : — first  to  disabuse 
the  public  mind  of  prejudicious,  or  incorrect 
views,  before  an  opening  could  be  made  for  the 
implanting  of  correct  ones.  We  can  appeal  to 
every  influential  railroad  man  within  the   district 


named  for  a  confirmation  of  our  btatotueiiis.  Now 
we  do  not  wish  to  see  the  people  of  Texas  go 
through  an  experience  simi!.ir  to  that  of  their 
southern  neighbors,  by  which  they  will  lose  some 
8  or  10  years  of  precious  time,  which  in  thia  age 
cannot  be  measured  by  money.  We  want  they 
should  know  that  hinils  will  iwt  build  their  roads  . 
that  it  is  better  that  they  should  not :  that  unless 
roads  are  built  in  obedience  to  proper  principles, 
they  will  prove  an  injury,  instead  of  a  blessing. 
They  should  bear  in  miud  that  if  they  get  persons 
who  have  no  interest  in  the  result,  to  build  their 
roads,  they  may  be  made  to  cost  twice  as  much 
as  they  should,  aud  as  transportation  is  t»xed  iu 
proportion  to  the  cost  of  the  medium  of  convey- 
ance, in  a  very  short  time  they  may  pay  twice  the 
first  cost  of  a  road  in  excessive  charge?.  They 
ought  on  no  account  to  place  beyor.d  their  control 
the  right  and  power  to  regulate  the  cost  of  the 
transporlalion of  their  products, as  tboy  are  doing; 
neither  ought  they  to  lose  the  opportunity  of  edu- 
cating themselves  up  to  the  capacity  of  construct- 
ing and  managing  railroads.  Without  such  edu- 
cation these  works  will  not  be  worth  half  as  much 
as  with ;  and  in  no  other  way  can  such  an  cduc«- 
tion  be  gamed,  but  by  making  the  people  inter- 
ested iu  the  success  of  their  roads,  as  owners  of 
them.  A  man's  heart  will  go  after  his  money. 
We  know  that  this  will  ha  considered  is  a  roundabout 
way  of  talking,  but  we  have  seen  enough  of  Rail- 
roading to  know,  that  our  views  are  correct ,  that 
no  people  will  take  an  interest  iu  a  railroad  in 
which  their  money  is  not  invested,  and  that  a 
railroad  badly  managed  is  often  worse  than  none 
at  all.  Till  we  see  the  people  of  Texas  taking  the 
lead  in  the  construction  of  their  roads,  owning, 
controlling,  and  putting  their  own  money  into 
them,  we  neither  expect  to  see  many  roads  con- 
structed, nor  those  that  are  built,  amount  to  much. 
We  never  knew  a  railroad  to  be  well  managed 
when  a  considerable  portion  of  the  means  for  its 
construction  were  not  furnished  by  the  people  on 
its  line,  and  where  such  people  did  not  control  its 
management.  Look  at  the  Vermont  Central,  Og- 
densburghjLong^Island  and  others  which  it  may  not 
be  so  popular  to  mention.  The  people  of  Texas 
must  resolutely  take  their  projects  into  their  own 
bands;  own  and  control  them,  and  by  good  man- 
agement, make  them  the  instruments  of  the  de- 
velopment of  tho  resources  of  the  State,  instead 
of  allowing  them  to  become  the  football  of  spe- 
culation. The  course  we  suggest  will  be  worth 
more  than  the  railroads  themselves  in  the  degree 
of  self-respect,  confidence  and  capacity  which  it 
will  bring  to  the  people  of  the  State ;  a  real  inde- 
pendence, fitting  them  not  ouly  to  construct  and 
manage  railroads,  but  any  kindred  «ork  which 
may  be  dcmande*d. 

While  making  these  remarks,  we  are  convinced 
that  in  no  part  of  the  country  would  railroads 
pay  better  than  in  Texas.  Nowhere  can  they  be 
built  for  less  money.  No  State  is  richer  in  those 
products  which  can  aflford  to  pay  a  high  freight. 
No  element  of  success,  save  the  want  of  a  suitable 
disposition  on  the  part  of  the  people  of  the  State 
to  take  hold  of  their  schemes  in  the  right  spirit  , 
and  in  a  proper  manner,  is  lacking.  But  this  is  a 
most  important  element.  They  must  put  thei 
shoulder  to  the  wheel  before  calling  upon  others. 
They  should  retain  control  of  the  roads  as  a  mat- 
ter of  self-interest  and  self-respect.    As  soon  as 
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tbey  shovsr  ;i  dispasilioii  to  help  tLcmselves,  they 
will  fiud  a  plenty  to  second  their  efforts.  So  long 
as  they  holJ  back,  they  must  not  expect  parties 
who  Lave  less  interest  in  their  roads,  to  take  the 
initiative. 

JournMl  of  Railroad  Laiv< 

MEAStRG    or    D.iMAGEa     IN    CASE    OK     A    REPUDIATED 
BLILDlNli     CONTRACT. 

The  following  case  Wiis  tried  last  week  before 
Judge  Woodruff,  in  our  Court  of  Common  Pleas. 

James  B.  Greene  vs.  TAc  Second  Avenue  Rail- 
road CoDipani/. — This  was  an  action  to  recover 
for  a  breach  of  contract  in  relation  to  tho  con- 
struction of  th'3  foundation  and  works  for  tho  Se- 
cond Avenuo  Railroad  from  Chatham  Square 
through  to  the  upper  ttrminus.  The  plaintiff  al- 
leged that  in  February,  1853,  he  made  a  proposal 
to  the  defendants  tu  construct  the  work  at  $1  per 
square  yard,  between  Grand  and  Walker  streets, 
amounting  to  som^:  1,633  square  yards.  Before 
this  work  was  comj)leted  another  contract,  as  the 
plaintilf  alleged,  was  entered  into  by  the  parties, 
for  the  plaintiff  to  do  the  whole  work  on  the  en- 
tire route,  amounting  to  30,400  square  yards,  at 
81  cents  per  yard.  On  this  contract  the  plaintiff 
went  on  and  performed  the  work  on  the  road  up 
to  Twenty-fifth  strett,  when  he  was  stopped  by  the 
agents  of  the  Company.  The  plaiutifi  alleged  that 
inasmuch  as  the  lo>vor  part  of  the  road  was  the 
more  expensive  and  laborious,  his  loss  by  the  act 
of  the  defendants  amounted  to  So ,000,  which  sum 
be  claimed  to  recover.  In  defence  it  was  urged 
that  the  plaintiff  had  been  paid  for  all  the  work 
he  had  completed,  and  that  he  had  given  receipts 
for  the  amount  so  paid,  and  that  there  was  no  con- 
tract existing  for  him  to  perform  the  whole  of  the 
work  rtquired  by  the  defendants.  The  plaintiB 
proved  that  his  estimates  and  specifications  were 
for  the  entire  route,  to  the  upper  tc-minus,  and 
that  his  proposals  were  duly  entered,  were  accept- 
ed by  the  Board  of  Directors ;  and  that  on  the 
fiith  of  the  contract  the  plaintiff  entered  upon  the 
performance  of  the  work  up  to  Twenty-eighth 
street.  Also,  that  the  work  was  received  and  ap- 
proved by  the  company.  On  the  part  of  the  de- 
fence it  appeared  by  the  evidence  of  certain  books 
of  the  Com  any  ,  that  the  plaintiff  had  rendered 
bills  and  receipts,  but  the  latter  on  examination 
proved  not  to  be  in  full,  but  only  for  the  work 
done.  It  was,  however,  contended  that  no  con- 
tract had  been  entered  nilo,  as  the  resolution  to 
give  the  contract  to  the  plaintiff  was  not  passed 
by  the  Board  nor  entered  on  the  books,  but  the 
latter  were  not  produced  to  prove  this  fact. 

The  Court  charged  that  the  J  ary  must  look  at 
the  receipts  to  judge  whether  the  two  down  town 
blocks  were  merg;.d  in  the  larger  contracts;  if  so, 
the  plainlift  s  receipts  were  in  full,  and  he  could 
not  recover  the  difierence.  Secondly,  but  for  the 
work  not  performed  tho  plaintiff  was  entitled  to 
recover  if  the  Jury  should  be  of  opinion  the  con- 
tract had  been  fully  proven.  In  that  case  the 
plaintiff  would  be  entitled  i  o  recover  the  ditllTence 
between  the  contract  price  per  square  yard,  and 
the  sum  it  would  have  cost  the  plaintiff  to  lay 
down  the  concrete  under  the  following  rule  :  Take 
the  market  vaiueof  the  material  necessary  for  the 
work,  of  the  labor  on  procuring  the  materials  for 
the  road,  and  (urth  r  add  the  lime  and  labo'  ne- 
cessary to  do  the  work  therewith,  allowing  also 
something  for  delays  and  contingencies,  break- 
ages, &c.  The  Jury  must  act  on  this  as  men  of 
business,  and  use  their  good  sense  in  coming  to 
an  equitable  decision.  The  Jury  after  a  short 
consultation  fou^d  a  verdict  for  the  plaintiff;  dam- 
ages, S3 ,000.  For  the  plain; iff,  James  B.  Silk- 
man,  and  II.  B.  Cowles  and  Jones.  For  defend, 
ant,  Schell,  Slosson  and  llutchins.         ,     • 

BRIDCIXn  RIVF.R.S. 

A  case  likely  to  prove  extremely  important  to 
all  States  in  which  there  is  or  will  be  occasion  to 
bridge  navigable  streams,  is  ponding  in  the  U.  S. 
Circuit  Court  of  PenasyWania.    It  is  ao  applica- 


tion for  an  injunction  against  the  Penrose  Bridge, 
over  the  Schuylkill.  The  Circuit  Judge  has  de- 
livered an  opinion  expressing  his  strong  conviction 
that  the  injunction  should  be  granted.  The  Dis- 
trict Judge,  constituting  the  other  member  of  that 
Court,  has  d«  livercd  a  dissenting  opinion.  The 
case  will  be  re-argued,  and,  if  the  conflict  of  opin- 
ion continues,  carried  up  to  the  Supreme  Court. 

A    WRONG  TRIBUNAL. 

In  the  case  of  Illius  vs.  H.  Redjicld,  Collector 
of  the  Port  of  New  York,  and  the  Harlem  Railroad 
Company,  pending  in  the  Superior  Court,  a  motion 
was  made  to  dissolve  the  injunction  which  was 
granted  about  a  week  ago,  prohibiting  the  Collec- 
tor from  delivering  to  the  Uarlem  Railroad  Com- 
pany 3,000  tons  of  Railroad  iron.  This  iron  had 
been  imported  by  the  plaintiffs,  and  the  Schuylers 
had  contracted  to  buy  it  by  giving  their  notes  se- 
cured by  certain  Railroad  bonds,  which  they,  how- 
ever, had  wholly  failed  to  furnish.  Relying  on 
those  delusive  representations,  the  plaintiffs  de- 
livered to  R.  Schuyler  duplicate  bills  of  lading, 
and  those  had  been  transferred  by  the  latter  to 
the  Uarlem  Railroad  Company.  The  Court  held 
that  revenue  oCScers,  acting  as  such  were  only 
amenable  to  the  United  Slates  Courts,  and  there- 
fore dissolved  the  injunction. 

BV-LAWS  OK  A  CORPORATION CLOTHING. 

The  case  of  Williams  vs.  lAe  Great  Western 
Railway  Company,  decided  during  the  present 
summer,  illvstrates  the  necessity  of  framing  the 
by-laws  of  corporations  in  conformity  to  their 
Charters;  and  also  affixes  to  the  term,  "  clothing," 
a  meaning  wide  enough  to  include  all  ths  usual  re- 
quisites of  the  toilet. 

Clnolnuati  and  Marietta  Railroad. 

The  first  division  of  this  road,  from  its  junction 
with  the  Little  Miami,  to  Cbillicotbe,  a  distance 
of  70  miles,  and  93  from  Cincinnati,  was  opened 
to  the  public  on  the  4th  instant. 

We  are  glad  to  chronicle  the  steady  progress, 
even  in  these  hard  times  for  railroads,  of  this  im- 
portant work.  Every  mile  of  railroad  completed 
reduces  the  burden  pressing  upon  the  capital  and 
industry  of  the  country.  The  completion  of  a 
road  may  be  regarded  as  placing  the  amouiit  ex- 
pended in  its  construction  beyond  the  contingency 
oili)ss.  To  complete  a  road  is  to  a  certain  extent,  to 
achieve  success.  It  is  a  gratifying  evidence  of  the 
ability  andj  perseverance  of  our  people,  that  they 
are  steadily  pushing  forward  the  works  they  have 
commenced,  while  they  are  showing  their  good 
sense  by  commencing  few  new  ones,  where  the 
field  has  been  already  sufficiently  occupied. 

The  completion  of  the  Jirst  division  of  the  Cin- 
cinnati and  Marietta  Railroad  at  once  brings  into 
profitable  use  the  amount  of  money  expended  on 
the  construction  of  the  first  70  miles.  This  divi- 
sion would  pay  without  carrying  it  any  further.  It 
has  now  reached  the  heart  of  the  Scioto  Valley, 
and  the  centre  of  an  important  trade.  The  trade 
and  travel  between  Cincinnati  and  Cbillicothc  has 
been  compelled  to  make  the  long  delonr  of  some 
hundreds  of  miles  by  way  of  the  Ohio  River,  and 
Canal,  requiring  days  for  a  journey  is  now  reduced 
to  a  few  hours,  and  less  than  one  hundred  miles  in 
distance. 

In  a  short  time  another  division  of  the  road 
will  be  opened  to  the  aoutb-western  coal  field  of 
the  State,  from  which  Cincinnati  draws  its  supply 
of  this  UQdispeusible  article.    Tho  road  will  then 


have  a  business  derived  from  one  of  the  best  agri- 
cultural, and  the  richest  mineral  portion  of  the 
State. 

Cincinnati  has  thus  far  depended  upon  the  Ohio 
River  for  her  supplies  of  coal.  The  uncertain  na- 
vigation of  this  river  has  proved  a  serious  incon- 
venience, in  leaving  not  only  the  people  without 
fuel  for  the  ordinary  uses  of  life,  but  all  the  vari- 
ous branches  of  industry  of  that  great  manufactur- 
ing city  without  motive  power.  This  inconveni- 
ence the  above  road  will  shortly  remedy,  by  afford- 
ing a  constant  supply  independent  of  all  the  vicis- 
situdes of  the  seasons.  .^^ 

We  understand  from  good  authority  that  the 
road  is  being  rapidly  pushed  forward  to  the  Ohio 
River  at  Marietta,  and  to  Wheeling.  When  com- 
pleted to  both  of  these  points,  it  will  form  the 
trunk  to  Cincinnati,  both  of  the  Baltimore  and 
Philadelphia  lines.  The  Pennsylvania  Company 
has  shown  their  appreciation  of  the  value  and  im- 
portance of  the  Cincinnati  and  Marietta  Railroad, 
by  subscribing  S760,000  to  its  capital.  The  for- 
mer} Company  regards  Wheeling  as  one  of  its 
western  termini  equally  with  Pittsburgh.  The 
former  city  is  also  the  terminus  of  the  Baltimore 
and  Ohio  Railroad.  But  Baltimore,  for  the  pur- 
pose of  securing  the  shortest  route  to  Cincim^ati, 
is  building  a  railroad  (the  A'c/VA  Western')  to  strike 
the  Ohio  opposite  Marietta.  Both  Philadelphia 
and  Baltimore  are  aiding  rcry  largely  in  the  con- 
struction of  great  lines  of  which  the  Cincinnati 
and  Marietta  Road  forms  an  important  link  and 
look  upon  this  as  a  part  of  their  best  route  West. 

The  above  connection  will  secure  to  the  Mariet- 
ta Road  a  good  share  of  the  business  travel  be- 
tween the  seaboard  and  the  Great  Valley.  Local- 
ly, it  occupies  a  [>osition  of  the  first  importance, 
being  the  only  line  running  east  and  west  through 
the  southern  portion  of  tho  State,  cutting  off  the 
great  bend  of  the  Ohio,  and  being  sufficiently  far 
removed  from  this  river,  and  from  any  other  road 
not  to  have  its  local  busio  ss  competed  for.  It  will 
prove  a  most  valuable  work  for  the  section  tra- 
versed, and  for  the  commerce  of  the  country  ;  and 
we  see  no  reason  why  it  will  not  prove  produc- 
tive upon  its  entire  cost. 

The  road  when  completed  will  have  a  line  of 
about  275  miles,  and  will  cost  we  should  judge 
something  like  $30,000  per  mile.  It  very  fortu- 
nately commenced  with  a  much  larger  than  the 
usual  amount  of  means  provided  for  such  a  work 
in  the  work.  We  think  that  one-half  6f  its  cost 
will  be  provided  by  local  stock  subscription ;  a 
considerable  portion  of  this  being  made  up  of 
County  and  municipal  bonds,  which,  being  Ohio 
securities,  sell  readily  at  high  prices.  We  presume 
the  subscription  of  the  Pennsjivania  Railroad  will 
net  the  above  Company  par.  The  completion  of 
the  above  road  will  go  far  toward  supplying 
southern  Ohio,  almost  the  only  portion  of  the  State 
now  in  want  of  such,  with  ali  it  needs  in  the  shape 
of  railroad  facilities.  When  this,  and  the  roads  in 
progress  are  completed,  we  hope  and  expect,  as 
we  have  already  remarked  in  previous  numbers 
of  the  Journal,  to  see  a  disposition  to  let  "well 
enough"  alone,  and  cultivate  and  improve  what 
they  have,  instead  of  reaching  tu  what  may  be 
useless  in  itself,  and  ruinous  to  what  they  have 
The  Marietta  Company  is  fortunately  feed  from 
the  fear  or  danger  of  competilion,  but  we  want  to 
see  this  matter  of  compelitiou  icgulated  by  a 
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higher  principle  than  the  mere  cost  or  inconveni- 
ence of  constrocting  a  rival  line. 


Offdensburgn  R«liroKfl« 

It  was  reported  yesterday  that  the  Directors  of 
the  Ogdenaburgh  Railroad  bad  decided  not  to 
pay  the  October  iulerost  coupons  of  either  the 
first  or  second  mortgage  7  per  cent,  bonds,  but  to 
appropriate  the  net  earnings  of  the  year,  about 
$200,000  over  everything,  towards  improving  the 
property  and  liquidating  floating  debts.  This 
course  is  undoubtedly  good  policy,  although  it 
will  cause  disappointment  to  the  bondholders. 
Probably  neither  the  Ogdensburgh,  Central  nor 
Rutland  corporations  will  pay  out  any  interest 
money  for  one  year  to  come ;  bnt  the  conpons 
will  be  good  against  these  companies,  and  be  paid 
at  no  very  remote  period. — Boston  Courier  of  the 
28th  uU. 

The  above  announcement  contains  a  moral 
which  should  not  bo  unheeded  by  parties  propos- 
ing, or  engaging  in  the  construction  of  railroads, 
the  success  of  which  rests  upon  an  hypothesis  of 
doubtful  probability,  instead  of  a  business  which 
can  be  shown  to  exist  upon  itn  line.  For  many 
years  past  the  leading  men  of  Boston  have  been 
laboring  under  the  hallucination,  that  by  means  of 
railroads  they  would  render  their  city  the  depot, 
and  point  of  export  of  the  produce  of  the  country. 
The  Western  Railroad  was  the  first  experiment  to 
accomplish  such  result.  The  road  proved  an  ac- 
knowledged failure  as  far  as  its  through  business 
was  concerned  j  but,  luckily,  turned  out  to  be  a 
profitable  work  from  a  very  large  bcal  traffic.  The 
result  in  this  case,  however,  failed  to  correct  the 
idea  which  led  to  its  construction.  That  it  did 
not  accomplish  its  objects,  was  attributed  to  the 
fault  of  the  route  selected,  rather  than  to  any  fal- 
lacy in  the  idea;  consequently  a  7iew  one  was  pro- 
posed, striking  the  St.  Lawrence  some  420  miles 
from  Boston,  and  more  than  twice  the  length  of 
the  Western  Road.  By  a  sort  of  inversion  of  logic 
the  cost  of  transportation  was  to  be  diminished 
by  increasing  the  distance  to  be  traversed.  The 
new  route  was  constructed,  the  money  was  furnish- 
ed by  the  people  of  Boston,  who  had  neither  the 
time  nor  opportunity  of  looking  after  its  expendi- 
ture. A  very  considerable  portion  was  wasted,  as 
is  always  the  case,  with  Illegitimate  projects,  or 
such  as  are  of  doubtful  expediency.  Singular  as 
it  may  seem,  just  in  proportion  as  a  road  is  not 
called  for  by  any  existing  want,  it  is  certain  to  be 
mismanaged.  The  moment  an  individual  or 
company  feel  that  they  are  engaged  in  an  unpro- 
fitable business,  or  are  losing  ground,  do  they  be- 
come prodigal  and  indifferent  to  their  duties.  The 
conviction  that  one  is  acting  upon  sound  premises, 
can  only  give  an  assurance  of  success,  and  sum- 
mon to  its  aid  whatever  is  calculated  to  secure  it. 
Without  such  a  conviction,  a  man  loses  both  his 
morale  and  capacity.  We  think  this  will  explain 
most  of  the  instances  of  the  failure  of  our  public 
works,  will  go  far  to  account  for  the  enormous 
cost  and  wretched  management  of  the  above 
roads,  particularly  the  Central  and  Rutland,  and 
of  the  train  of  disasters  which  seem  to  have  been 
inseparable  from  them  from  their  very  commence- 
ment. 

The  financial  condition  of  the  above  roads  is 
what  might  have  been  expected,  considering  their 
object*,  and  the  manner  in  which  the  means  were 
provided  for  their  construction.  The  transportation 
of  western  produce,  if  carried  at  all,  bad  to  be 


done  at  a  loss.    The  local  business  was  not  ad- 


equate to  the  support  even  of  a  low  cost  road. 
They  were  consequently  run  without  profit,  till 
the  depreciation  ot  way  and  rolling  stock  has  be- 
come so  great, as  no  longer  to  be  neglected.  Bnt  by 
mismanagement,  and  want  of  success,  the  compa- 
nies have  entirely  ruined  their  credit,  and  the  on- 
ly way  in  which  the  nectssary  repairs  and  im- 
provements can  be  made,  is  by  taking  for  these 
objects  the  money  belonging  to  mortgagees.  Ne- 
cessity, which  knows  no  law,  may  justify  the  act ; 
but  what  cannot  be  helped  in  the  above  cases, 
should  be  a  beacon  to  warn  others  of  danger. 
Where  it  cannot  be  shown  that  the  local,  or  prob- 
able through  business  of  a  road,  will  not  pay  a 
fair  return  upon  its  cost,  it  is  never  safe  to  under- 
take its  construction.  It  will  almo.st  invariably 
turn  out  that  hypotheses  set  up  will  not  be  realized, 
and  that  the  road  will  be  mismanaged  from  be- 
ginning to  end.  A  moment  consideration  will  con- 
vince any  reflecting  person  that  any  other  result 
is  impos.sible,  while  all  experience  shows  no  suc- 
cessful one. 

We  presume  al!  the  above  roads  have  or  can 
earn  sufficient  sums  to  pay  the  interest  on  their 
funded  debts.     But  certain  improvenunts  are  ne- 
cessary,  such  as  the  mortgagees  would  make,  if  j  "co 
the  roads  came  into  their  hands.  The  low  state  of  "> 
the  credit  of  the  companies,  prevents  their  borrow 
ing.     They  ask  a  loan  from  their  creditors,  to  the 
amount  of  the  interest  on  their  debts. 

It  will  be  borne  in  mind  that  the  above  are 
Neio  England  roads  (the  Ogdensburgh  being  a 
part  of  the  New  England  system).  We  shall  dis- 
cuss in  an  early  number  the  causes  of  the  want 
of  success  of  the  agricultural  roads  in  this  part 
of  the  country.  In  the  mean  time  we  are  happy 
to  state  that  the  management  of  those  now  refer 
red  to,  has  recently  undergone  a  radical  reform, 
and  that  there  is  really  a  better  hope  of  their 
success  that  at  any  previous  period  of  their 
history.    '^   "   1  '      -.  ^*-'*^  ^^-^ ->«:::- ;>^ 

.  .     Stonlngton  H.allroa<l<     .,J 

The  earnings  of  this  road  for  the  year  ending 
21st  of  August,  1854,  have  been  as  follows,  viz ; 

Passengers Sn6,439  04 

Freight 102,027  63 

Mail  service  and  rents ,  . .       5,246  75 

Interest G,401  13 


Statemeut  Slioivln^  tlic  Len^ftli,  Cost,  Me> 
ceipts,  Expenses  anil  Dlvltlcuils  of  tlie 
Railroads  la  Se-w  HauipaUIrr,  on  tla*  1st 
Day  of  Juae,  1653. 


Total... $289,115  55 

Balance  Aug.  31,  1863,  viz.,  in  cash..       4,373  98 


Total $293,489  63 

The  expenditures  have  been  : 

General  expenses,  &c. $78,133  43 

Repairs 31,759  78 

Equippages,  &c 11,655  16 

Interest 29,838  60 

Ext'n  Road  Bonds  pd.  during  the  year.     5,000  00 
Six  per  cent.  Mortgage  Bd's.  purchas- 
ed by  the  Company,  $13,000 $12,042  33 

Dividends 105,204  42 

Balance 16,866  91 

Since  the  last  annual  statement,  the  debt  of  the 
Company  has  been  reduced  $30,000.  The  entire 
indebtedness  of  the  Company  on  the  Slst  August. 
1865,  was  as  follows  : 

Six  per  cent  mortgage  Bonds $348,700  00 

Purchased,  and  now  held  by  the  Com- 
pany      97,000  00 
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Total :v:.r.V.-. $446,700  00. 

Vhe  company  has  no  floating  debt,  and  no  con 


struction  book  open. 


Ohio  and  Mlssisulppl  Kailroad. 

The  Ohio  and  Mississi].i[ii  Railroad  is  oi>ened 
fVom  St.  Louis,  to  the  point  of  junction  with  Illi- 
nois Central  Railroal,  a  distance  of  59 miles.  The 
Central  will  soon  be  comp'etcd  t^  he  junction, 
117  miles  from  Cairo;  so  that  by  the  flnt  of  Jan' j 
there  will  probably  be  a  railroad  connection  be- 
tween this  point  and  St.  Louis,  a  distftnje  of  176 
miles.  The  balance  of  the  line  of  the  Ohio  and 
Mississippi  Railroad  to  Vincennes  will  not  be  com- 
pleted much  of  any  before  July  1st,  1855. 
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The  locomotive  used  on  the  occasion  of  opening 
the  above  roaJ,  was  from  the  manufactory  of 
Messrs.  Pahn  &■  llobertsoo  of  St.  Louis. 


jNew  York  and  £rie  R.  R. 

Oa  aixl  after  Wednetday,  Sept.  iOth,  and  until  Airther  notice 

^-■"W^  PASSENGER  TRAINS 

jEj^^^fc  will  leave  Fit- r  foot  or  Duaue  Htreet, 

'^^^Wi  as  follows,  viz  :  — 

Bcf  FALO  Express,  at  6  a.m.  fbr  Buffiilo. 

DusKiBK  Express,  nt  6  a.m.  for  Dunkirk. 

Mail,  at  SH  a.m.  for  Ptmkirk  and  Buffalo,  anj  iiitemiediate 
Htations. 

RocKLAS'D  Passenger,  at  3  'j  p.m  ,  (from  foot  of  Cbaiiib«rs 
Street)  via  Piermont,  for  Suffern  and  intermediate  stations, 

Wat  Passbsceb,  at  4  p.m.,  for  Otisvillc,  and  intermediate 
stations. 

Night  Express,  at  !j}i  p.m.  for  Diinkirti  and  Buffalo. 

Emigraxt,  att>  p  m.,  for  Dunkirk  and  Buffalo  and  inturraedi- 
ate  stations. 

On  Sundays  only  one  Express  Train— at  itii  p.m. 

TliAse  Exprc:)9  Truirm  connect  at  Buflklo  witJi  first-class 
splendid  Slcanicrii  on  Lake  Erie  for  all  porta  on  the  Lake  ; 
and  at  Dunkirk  with  the  Lake  Shore  Railroad  fbr  Cleveland, 
Cinciiuiati,  Toledo.  Detroit,  Chicajfo,  etc. 

D.  C.  McCALLUM,  General  Sup't. 


For  Sale. 

A  STATIONARY  Engine  having  cylinders  18 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  ftnished  in  tl:e  best  manner.  Has 
been  iu  use  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
jnl.14  29  tf]  or  74  Broadway,  New  York. 

Rensselaer  Polytechnic  In- 
stitute. 

DESIGNED  fortlie  education  of  AncHirecTS  and  Civil 
Enoisbers.— mcluding      ailway.  Hydraulic,  Topographi- 
cal, and  Mimng  Engineers. 

For  copies  of  the  Annual  Register^  giving  ftill  iulormation 
respecting  the  In.«titute,  apply  to 

R.  FRANKLIN  GREENE.  Director,  R.  P.  I. 
32  3m  Troy,  New  York. 


Lowell  illacliine  Works. 

ALDRICH  &  CALVERT  (late  Aldbich,  Trso  &  Co.) 
manufacture  and  nimish  to  order,  at  short  notice, 

31aclilnlsts^  Tools 

of  various  description  and  with  the  latest  improvements ;  as 
engine  lathes,  with  swing  16,  20,  24,  28,  30,  38,  48  inches,  up  to 
7>i  feet,  and  bed  made  to  turn  any  desirab'e  length  ;  planing 
machirte;  to  plane  3>i,  6,  8,  10,  12, 18,  20,  22  feet  long,  and  18, 
24,  28,  36,  40,  48,  60  inches  square ;  also  hand  lathes,  compound 
planers,  slotting  and  shaping  machines,  vertical  drills,  bolt 
cutters,  and  many  otnor  tools  used  in  railroad,  repair  and  ma- 
ebine  shops. 
_LotreU,  Mobs.,  Jan'y  1,  ^853^ 41.1y 

American  Railway  Guide. 

BEST  ADVEETISING  MEDIUM  EXTANT. 
Circulation    2S,000    Montlily. 

WITH  A  NEW  RAILWAY   MAP. 

THE  "Amkbican  Railway  Octdb  "  is  the  only  work  of 
the  kind  which  contains  information  for  all  sections  of  the 
Cnitcd  States  and  Canada ;  and  in  every  respect  is  a  complete 
and  accurate  hand-ho<jk  for  the  traveller.     Besides  the  routes, 
distances,  fares,  and  the  times  of  starting  and  arrival  of  trains, 
the  work  flimishes  in  u  condensed  form,  or  in  notes,  a  ^eat 
amount  of  information   respecting   Steamboats,   CaueU    sMti 
Stage  Routes,  connecting  with  the  several  Railroads.     :. ,  - 
sued  on  the  first  of  every  month,  and  is  always  thorouBfliiy  •— 
re.  ted  from  official  information  to  date  of  publication.     Sui 
scription  $1  p«?r  i:niiM?n  :  Ai\i.\c  copies  12><  cctits  :  agents  sup- 
rl)e<l  at  $8  ner  100  copie-i 

Published  by  DINSilOUE  &  CO.,  No.  9  Spruce-it,  N.  T. 

THUS.  31.  CASH, 

THILADELPHIA  RAILWAY  AGENCY, 

FOR  THK  PrBCHASK  OP  ALL  ARTICLES 
required  by 

RAIJLROAJD  COMPANIES 

ON  COMMISSION. 
Office  No.  80  South  Fourth  Street,  near  Walnut, 

PHILADEL.PHIA. 

REPERENCES. 
RiCHABD  NoRRis  &.  Sox,  Locomotive  Builders,  Philadelphia 
Wm.D.  Liwis,E--q.,Pre8'tCatawi8»aR.R  Co.,  „ 

Cbables  H.  Fisher,  Esq  ,  „ 

John  Caldwell, Esq., Prcs'tSCaroTaR.R. Co,  Charleston 
J  PisCKSBTHEroER,E»q.,Pre8'tN,East'nR.R.Co.  „ 

A,  B.  Warford, 

Chi«f  Kngin«er,au8quehanna  Raihroad,  Harrisborg,  Pa. 


Buffalo  Machinery  liepot. 

BUFFALO,  N.  Y. 

n.  C.  BROWN,  Sup't.  J.  W.  HOOKER,  Proprietor. 

I  AM  prepared  to  turnish  and  will  keep  constanJy  on  hand 
from  the  best  manufacturers  a  full  stock  of  Machinists' 
Toi^  fur  railroad  and  o'.hcr  shops  ;  such  as  Engine  and  liaod 
Lathes,  Largo  Driver  Lathes,  Car  Wheel  Boring  Mills,  Power 
and  Hand  Planers,  Drill  Pross^  Punch  and  Shears,  Axk;  Lathes, 
Power  Wheel  Presses,  Bolt  Cutters,  &c. 

J.  W   HOOKER.  Bt^alo,  N.  Y. 
Fire !  Fire  !  Fire  ! 
Preserve  your  books  in  one  of  Durj-ee  AForsytli's  celebrated 
Fire  King  safes.    They  are  pertectly  secure  and  excel  in  tloisli. 
J.  W.  HOOKER,  Agent,  Buffalo. 
Railroad  Track,  Susponsion  and  Depot  fc^cales.  Dormant,  and 
Portable  Warehouse  Scales,  Trucks,   Baggage  Barrows,  and 
Manifest  Presses. 

Buffalo  MacJtinery  Depot, 
General  Agency  for  Rochester  Scale  Works. 
II.  C  BROWN,  Sup't.  J.  W.  HOOKER. 


Port  Morris  ManuTactory. 

WESTCHESTER  COUNTY,  N.  Y., 

ARE  prepircd  toexecnte  orders  for  all  kinds  railroad  work 
and  have  on  hand  the  approved  Railroad   Box  with  the 
raised  Journal ;  also  Car  Couplings  (Lewis'  Patent)  and  Hatchet 
Wrenches  n-om  $5  to  $10  each. 
All  orders  punctually  attended  to  by  addressing  the  above. 

M.  C.  BAKER. 
NB.  Long  Iron  Planing  done  on  reasonable  terms. 
37  6m.  108  Front  street,  up  stsirs. 

noticjb:. 

THE  Copartnership  heretofore  existing  between  the  under- 
signed, under  the  firm  of  Smith  dc  Tyson,  is  this  day  dis- 
solved by  mutual  consent.  Either  partner  is  authorized  to  set- 
tle the  business  of  the  coDCem. 

■  J.  H0PKIN80N  SMITH, 

RICHARD  W.  Ti'SON, 
A'o.  25  South  Charles  St. 
BaUimart,  July  Is/,  1864. 

Notice  of  Copartnership. 

THE  undersigned  have  this  day  fonned  a  Cop«ruiership 
under  the  tirm  of  J.  Hopkinsoo  Smith,  in  which  Richard 
W.  Tyson  is  a  special  partner,  and  J.  Uupkinsou  Smith  is  the 
gsoeral  partner. 

J.  H0PKIN80N  SMITH, 
RICHARD  W.  TVSON. 
Baltimore,  July  Ut,  1864.  33  3m 

Notice  of  Copartnership. 

]\/TR.PETER  M  ARlE.heretofore  of  thoflrm  of  DKCUPPET 
ItX  &  CO.,  has  this  day  formed  a  copartnership  with  Mr. 
RUDOLPH  KANZ,  (for  many  years  with  the  banking  house 
of  Messrs.  L.  Von  Uoflinan  St.  Co.,)  under  tbe  tirm  of  MARIE 
&  KANZ,  at  No.  27  William  sueet. 

Their  attention  will  be  devoted  to  the  purchase  and  sale  on 
Cotninisaiou  of  Stock.s,  Bonds  and  Foreign  Exchange,  and  to 
the  negotiation  of  Buaincsn  I'apcr. 

Xetc  York,  1st  Septemher  1»54.  3C  8t 


Steam  Elng^lne  and  Blowings 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINE,  20  inch  cylinder,  and  five  feet  stroke, 
together  with  Blowuig  Cylinders,  live  feet  diameter,  and 
SIX  feet  stroke,  in  perfect  working  order,  for  sale.     Apply  to 
EDW.  BhCH  4  KUNUARDT,  62  Beaver  St., 
or,    A.  TOWAR,  Agent  Poughkeepsie  Iron  Works, 
23  tf  Poughkeepsie,  N.  Y. 


For  Sale. 

BY  tbe  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapteil  to  railroad  purpose,  which  will  be  sold  at  a  rea- 
sonabl«  price.     For  Airther  information,  apply  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co , 
or,  BRIDGES   *  BRO., 
19  tf  64  Courtland  sL,  New  York. 


Machinists^  Tools. 
SHRIVfiK  a,  BROTHERS, 

Cumberland,  Maryland, 

(.on  Baltinwre  t[  Ohio  R.  R.  midway  betxceen  Baltimore  and 
the  Ohio  River) 

MANUFACTURERS  of  Engine  Lathes,  Planing  Ma- 
chines, Drill  Pressss,  Hand  Lathes,  and  other  Machinists' 
Tools.  These  tools  are  built  in  a  superior  manner,  from  the  very 
best  materials,  aixl  are  particularly  adapteu  for  railroad  shops 
and  all  others  repairing  first  rate  machinery.  Our  location  is 
very  advantageous  for  shipping  work  to  tlio  West  or  South. 
Orders  and  communications  receive  prompt  attention.  Address 
SHRIVER  it  BROTHERS,  FuUon  Works, 

Cumberland,  Maryland. 
August  19M,  1854.  32  Om 


LiOi¥  Moor  iron. 

A  FULL  ASSORTMENT  of  this  superior  bnmd,  which  for 
strength,  soundness,  and  uniform  quality,  is  confidently  re- 
commended for  all  work  requiring  good  iron,  cootiisting  of 
Round,  (Square,  and  Flat  sizes  of  all  dimensions,  coostanUy  in 
store  aad  fbr  sale  in  lots  to  suit  purchasers,  by 

W.    BAILEY  LANO  St  CO, 
;  iiCHff$treet.        , 


Notice  to  Contractors. 


Chikp  Engi.neer's  OrncE,  ) 

Cuhnnbus,  Ga.,  Sept.  6lh,  1854.  j 

SEALED  PROPOSALS,  will  be  received  by  the 
undersigned  at  this  office  until  the  1st  day  of 
December,  for  the  clearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Oirard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. — 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  I'or  one  or  more 
of  these  sections.  Separate  proposals  aro  desired 
for  the  Track  Laying,  building  of  Bridgess  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  5)4  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening^  swamps;  the 
Trestle  will  bo  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Tru.ss  Pivot  draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  tbe  Contract  and 
Proposals,  may  be  had  of  the  undersigned  upon 
application. 

Plans,  Proflles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  from  Mobile  to  the 
river  (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year ;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  OQ  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  ou  eitheir  side  with  provision. 

Payments  will  be  made  one  third  (3^3)  iu  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  bcariog  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; tbe  balance  Oj)  to  be  paid  iu  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  nt  the  option  of  tbe 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Ga.,  Mobile,  Ala.,  or  in  N.  Y.,  at 
the  option  of  the  holder. 

To  bidders  personally  unknown  to  the  undei- 
signed.  Bond  and  approved  security  will  be  re- 
quired, to  an  amount  not  exceeding  (3^)  the 
amount  of  the  contract,  for  the  timely  and  faith- 
ful completion  of  the  same. 

22,^^  miles  of  the  Road  from  Girard  west  will 
be  open  for  business  the  first  of  November,  and 
62  miles  nine  months  thereafter.  It  is  the  inten- 
tion to  have  the  entire  lino  of  246  miles  open  for 
business  early  in  1858. 

8t.37.  GEO.  S.  RUNEY.   " 

Neiv  York  JLocomotlTe  Works, 

JERSEY  CITY. 

'T'HIS  COMPANY  are  prepared  to  execute  with  despatch, 
X  orders  fbr  Locomotive  Engines,  Tenders,  and  RiQlroad 
Machinery  generally,  embracing  ttie  latest  improvements. 

The  works  being  located  near  the  water,  and  In  the  im- 
mediate vicinity  of  the  New  Jersey  and  Eric  Railroads  offers 
groat  conveniences  for  shipping. 

BREESE,  KNEELAND  &  CO, 
..-1     >  .•,     '      •-'  Proprietors, 

38  Exchahge  Place. 
E.  P.  GOULD,  Superintendent, 

late  Master  Macluoist  on  Hudson  River  B.  R.  (40. tf. 

F\(\r\  TONS  No.  1  Oleogamock  Scotch  Pig  Iron  in  tots  to 
xJKJKJ  suit  purchasers  for  sale  by 

NAYLOR&CO.,         •*' 
99  and  101  John  •/. 
■  N,  B.— The  above  Iron  constantly  imported'  32  tt 

EW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
desci-ibed  in  the  following  tabular  statement  at 
the  times  and  places  therein  men  tinned: --:  r 
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Time 

of 

Completion. 

1st  April, 

1866. 

,-."-".■•:*•-  ■ 

1867. 

»» 

(>  ■ 

1856. 

/  '  -*     II 

■<.'.    '■ 

1867. 

r-K> 


3,000... 

2,000... 
1,600.., 


ENLARGEMENT  OF  ERIE  CANAL— EASTERN 
DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Utica,  until  Monday, 
the  9th  day  of  October  next,  at  10  o'clock,  a.  m., 
tor  the  following  described  work : — 

Amount  ol 
Description  of  Work.      Penalty  in 

Bond. 

"  'ction  No.  16 $7,600 .... 

86 3,300.... 

87 5,200.... 

67 7,000.... 

68 9,600.... 

'69 6,000.... 

60 6,000.... 

-61 6,000.... 

62 12,400.... 

75....  ....   5,100.... 

,.-78 5,800 .... 

131 5,300,... 

;;        132 6,800.... 

133 6,000.... 

Lock  No.   34 5,600...,  1st  July,   1856. 

38 6,000.,.. 

40 6,200..... 

42 6,200 

Waste  Weir  on  Sec.  120.  1,200 ....  1st  April,  1856. 
Bridge    Abutments    on 
Sections  15,   16   and 

17 2,500..'..  l8t  July,  1855. 

Bridge    Abutments    on 

Sections  36  and  37...   1,300.....  ^ 

Bridge    Abutments    on  ~ 

Sections  57,  58   and     ,-,:^,..  ? 

59   and    Main    street  ..  *~ 

Bridge  at  Fultonville 
Bridge    Abutments    on 
Sections  60,    61    and 

62 

Bridge    Abutments    on 

Sections  75  and  78. . . 

Bridge    Abutments    on 

Sections  111,  116, 121 

and  122 2,000. 

Bridge    Abutments    on 

Sections  132  and  188.      900. 
Culverts  on  Sections  69 

and  60 1,200. 

Culverts  on  Section  76.      600 . 
Culvert  at  Van  Vran- 

keu's  ou  Section  18 . .      300 . 
Culverts  ou  Sections  112 

and  121 1,100. 

Culverts     on     Sections 

181,  132  and  133....    1,200. 
Completion  of  Phillips' 

Aqueduct 1,800 1st  April,  1855. 

BLACK  RIVER  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  at  Lyons  Falls  until  Thursday,  the 
12th  day  of  October  next,  at  10  o'clock  a.  m.,  for 
the  following  described  work  :— 
Reservoir  at  Wood  Hull 

Lake $3,700.. 

Reserv'r  at  N'rth  Br'nch 

Lake 6,500 . . 

11   Lock   Houses  from 

Boonville    to    Lyons 

Falls 1,000.. 

Sluices    around    Locks 

No's.  84  to  69  inclus .  2,900 . . 

MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  Satur- 
day, the  14th  day  of  October  next  at  10  o'clock 
in  the  forenoon  for  the  following  described 
work : — 

Section  No.l95 $6,400 

.       .,        196 4,300 

"      ..        197 7,200.... 

Centre  Port  Aqueduct..   3,400 „ 

Port  Byron       do.        .  7,000....  „ 

■•'  OSWEGO  CANAL. 

Sealed  proposals  will  b«  received  at  the  En- 


.;    .       „     1855. 

"       .  ■  tf 

„    1855. 

„     1856. 

. ,  1st  April,  1856. 
..1st  July,  1855. 
..1st  April,  1856. 
,.l8t  July,  1856. 


..1st  Oct.,  1855. 


..1st  Aug.  1855, 


..1st  April,  1857. 


j^r 


gincer's  Office  in  the  village  of  Fulton  until  Mon- 
day, the  16th  day  of  Oclober  next,  at  10  o'clock 
A.M.,  for  the  following  described  work  : 

Section  No.  3  below  Sii- 

lina ■ $4,000...,  Ap'115ih,lfc57. 

Section  No.  4  below  Sa- 

lina 7,400....  „ 

Part  of  Sections  14  and  ; 

15,  Gascon  Rapids..  .12,700 „ 

Part  of  Sections  16  and 

17,  above  Phoenix. . . .  6,400 ....  „ 
Part  of  Sections  17  and 

18,  above  PhcEnix  .. .   7,700 „ 

Part  of  Sections  22  and 

23,  Morseman  level . .  6,500 „ 

Section  27  at  Fulton ...   6,000 ... . 

CAYUGA  AND  SENECA  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
Tuesday,  the  17th  day  of  October  next,  at  10  o'- 
clock A.M.,  for  the  following  deicribcd  work  : — 

Section  No.  9 $7,200 ....  1st  April,  1856. 

10 8,500.... 

Dam  and  Guard  Gate  on 

Section  10 5,600 ....  „ 

Culverts  on  Sections  1  .  •'. 

to  5  inclusive 2,200 ....  „ 

Road  and  Farm  Bridge 
Abutments  on  Sec- 
tions 1,  4  and  10 2,300.... 

ENLARGEMENT    OF    ERIE    CANAL— WEST- 
ERN DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  iu  the  village  of  Albion  until  Wed- 
nesday, the  18th  day  of  October  next,  at  10  o'clock 
A.M.  for  the  following  described  work,  between 
Lockport  and  Rochester : — 

Section  276,  with  penalty  in  bond  of $9,000. 

„      277,     „         „        „     „      „ 6,700. 

»      278,     „  ,,         „     „       „  ,.,.    i.OOO. 

)>       279,     „  „         ,,     ,,       ,, 600. 

.,      280,    „         „        „    „      „,,..  8,400. 

»      281,     „         „         ,,     „       :,  ..-.    9,200. 

)i      282,     ,,         „        »,    M       „••■•   5,700. 

,,      283,     ,,         „         „     ,,       ,,  — .   4,100. 

„      316,     „         „        „    „      „  •'.-   6,600. 

„       817,     ,,  „         „     „       „•••.   6,500. 

,,      318,    „         ,1        „    „      I,  •«••   9,400. 

„       319,     ,1  „      ->>,.     „.--.    9,300. 

„       820,     „  .,         „     „       ,,....    9,200. 

)»      822,     „  „         „     „       ,,....10,100. 

„       323,     ,,  ,,         „     „      , 8,000. 

„       324,     „  I,         ,,     ,,       ,,....    7,700. 

>,       325,     „  „         ,,     „       „ 7,100. 

.,       326,     ,,  ,,  ,,     ,,        ,,....    y,4UU. 

,,       32<,     I,  ,,  „     ,,       ,,....    7,600. 

„      328,     „  ,1         „     „       „ 8,800. 

I)       32J,     „  ,.         ,,     ,,       „  ....    J,700. 

II       330,     ,,  „         ,,     ,,       „  ....13,000. 

„      331,    „         „        „     „      t|....   8,500 

II      332,     II  „ 

I,      333,    „         I, 

II  O0'±,  ,,  ,, 

,,      33o,     ,,         „        „     „      , 8,000. 

,,       336,     ,,          „         ,,     ,,       I,  .•■•  6,000. 
Bridge  Abutments  on  Sections  276  to  283, 

inclusive 3,600. 

Bridge  Abutments  on  Sections  316  to  329, 

inclusive 7,300. 

Bridge  Abutments  on  Sections  330  to  336, 

inclusive 5,400. 

Culverts  on  Sections  276  to  283  inclusive . .  6,200. 

316  to  320     .-„.'    ..  5,500. 

„        322  to  329       .„"'    ..  8,000. 

„                 „        330  to  336         „       . .  4,000. 

„        306                    „       ..  1.000. 

Waste  Weir  on  Section  330               „      . .  500. 

Iron  superstructure  of  Genesee  st.  Bridge, 

Buff. rsoo 

The  superstructure  of  Genesee  street  Bridge 
and  the  Culvert  on  Section  806  to  be  completed 
by  the  1st  day  of  April,  1855,  and  the  remainder 
of  the  above  work  by  April  Ist,  1856. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 


>»,■  >•  »  —  8,500. 
fi  )>  II  ••••  12,200. 
>>     )?       1 13,000. 


every  kind  of  work ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon ;  and  no 
proposition  will  be  considered  couipletc  unless  a 
price  for  evtry  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompacicd  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposali  that  he  Is  not  dirbctly  or  indi- 
rectly interested  in  any  other  proposal  for  tlic  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  intere&tcd  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof^  and  that  no  other  person 
than  such  as  shall  be  named  in  tiie  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  inteiested  in  any  contract 
that  may  be  made  inp  irsuance  of  such  proposal. 

Every  proposal  for  work  or  materials  eml>raced 
in  the  above  statements  shall  bt'  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kmd  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  s«cb  proposal  and  iv,*  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisor  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
thorn,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  aa 
required  by  chapter  :i78,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  {.person  or  persons, 
without  the  written  consent  ot  the  Canal  Commia-- 
sion#rs. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  caual  comaiis- 
sioner^until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

Iu  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  arc,  iu  cenae- 
quence  of  any  combination  or  ot4ierwise.  excessive 
and  disadvantageous  to  the  bute,  they  may  de- 
cline all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  ase 
iu  the  work  all  such  matcriaU  as  havo  been  pre- 
vioiisly  procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  theref«r  as 
may  be  exhibited  at  the  several  offices  prior  to  the 
letting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  according  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting. 

The  persons  to  whom  the  work  may  be  a^vard- 
ed,  will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  alter  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  Ihvir  places  of  i 
residence. 

The  maps,  plans,  specifications,  quantilies  o 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified   in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  Sept.  13th,  18d4.      •   , 
HENRY  FITZHUGU,  > 

FREDERICK  FOLLETT,     '  Caaal  Comm'ra 
CORNELIUS  GARDINIER,) 
JAMES  M.  COOK.  C(Hnptroller.  ~ 
JOHN  I.  CLA&K,  Bute  Ed^.  and  Surrsyor. 
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STATE  OF  NEW  YORK,  SECRETARY'S  OF- 
FICE, ALBANY,  AUGUST  10, 1864.  To  the 
Sheriff  of  the  County  of  New  York. — Sir:  Notice 
is  hereby  given,  that  at  the  General  Election  to 
bo  held  in  this  State  on  Tuesday  succeeding  the 
first  Monday  of  November  next,  the  following  of- 
ficers are  to  be  elected,  to  wit  : 

A  Governor,  in  the  place  of  Horatio  Seymour; 

A  Lieutenant  Governor,  in  tlie  place  of  San- 
ford  E.  Church ; 

A  Canal  Comrai.ssioner,  in  the  place  of  Henry 
Fitzhugh ;  and 

An  Inspector  of  State  Prisons,  in  the  place  of 
Henry  Storms  ; 

All  whose  terms  of  office  will  expire  on  the  last 
day  of  December  next. 

A  Representative  in  the  Thirty-Fourth  Congress 
of  the  United  States,  for  the  Third  Congressional 
District,  composed  of  the  First,  Second,  Third, 
Fifth  and  Eighth  Wards  in  the  City  of  New  York; 
for  the  Fourth  District,  composed  of  the  Fourth, 
Sixth,  Tenth  and^Fourtcenth  Wards  of  the  City  of 
New  York ;  for  the  Fifth  District,  composed  of  the 
Seventh  and  Thirteenth  Wards  in  New  York,  and 
the  City  of  Williamsburg,  in  Kings  County  ;  for 
the  Sixth  District,  composed  of  the  Eleventh,  Fif- 
teenth and  Seventeenth  Wards  in  New  York  ;  for 
the  Seventh  District,  composed  of  the  Ninth,  Six- 
teenth and  Twentieth  Wards  in  New  York ;  and 
for  the  Eighth  District,  composed  of  the  Twelfth, 
Eighteenth  and  Nineteenth  Wards  in  New   York. 

County  officers  also  to  be  elected  for  said  Coun- 
ty :- 

Sixteen  Members  of  Assembly  ; 

A  Surrogate,  in  the  place  of  Alexander  W.  Brad- 
ford ; 

A  Recorder  in  the  place  of  Francis  R.  Tillou  ; 

A  City  Judge,  iu  the  place  of  Welcome  B.  Bee- 
be; 

A  Mayor,  in  ttie  place  of  Jacob  A.  Westervelt; 

A  Register,  in  the  place  of  Garret  Dyckman ; 

A  Commissioner  of  the  Streets  and  Lamps,  in 
the  place  of  George  G.  Qlasier,  who  was  appointed 
to  fill  a  vacancy  caused  by  the  rcsignatioa  of  Hen- 
ry Arcularius ; 

A  Police  Justice,  for  the  Second  District,  in  the 
place  of  Daniel  W.  Clarke,  who  was  appointed  to 
fill!  a  vacancy  caused  by  the  death  of  John 
M'Grath  ; 

Two  Governors  of  the  Alms  House,  in  the  place 
of  Qustavus  A.  Conover  and  William  Pinkney,  ap- 
pointed to  fill  vacancies ; 

A  District  Attorney,  in  the  place  of  Lorenzo  B. 
Shepard,  who  was  appointed  to  fill  a  vacancy  oc- 
casioned by  the  death  of  Nathaniel  B.  Blunt  ; 

A  Civil  Justice  and  a  Police  Justice ,  for  the 
Seventh  Judicial  Dijtrict,  composed  of  the  Twelfth, 
Nineteenth  and  Twenty  second  Wards ; 

A  Police  Justice  for  the  Eighth  Judicial  District, 
composed  of  the  Sixteenth  and  Twentieth  Wards. 

•  '  -         Yours,  rcspectfullv, 

E.  W.  LEAVENWORTH, 
Secretary  of  State. 

SuERirr's  OrriCB, 
New  York,  August  14,  1854. 
The  above  is  published  pursuant  to  the  notice 
of  the  Secretary  of  State,  and  the  requirements  of 
the  statute  in  such  case  made  and  provided. 

JOHN  ORSER, 
SherifTof  the  City  and  County  of  New  "lork. 
All  the  public  newspapers  in  the  County  will 
publish  the  above  once  in  each  week  until  the 
election,  and  then  hand  in  their  bills  for  advertis- 
ing the  same,  so  that  they  may  be  Jaid  before  the 
Board  of  Supervisors,  and  passed  for  payment. 
See  Revi-ed  Statutes,  volume  1,  chapter  6,  title 
8,  article  Ud,  part  1st,  page  140. 

JOHN  ORSER,  Sheriff. 
Sept.  1,  1864. 

Kailroart  Iron. 

2f\r\/\  TON3  Railroad  Iron,  54  to  60  Ib^.  per  lineal 
•UUU  yard.    For  tale  by 
^  THEODORE  DEHON, 

.     ,r..  •     •  •  -■■'.    .  aeX  Broedway, 

Nmo  York. 
Cootracts  made  as  above  for  Raib  deiivers        «t  Kogliab  or 
Amaricao  porta  at  loweat  nXm. 
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ASHCROFT   STEAM    GAUGE.  ^^ 


AMBRICAN 

STEAM  GAUGE 

COMPANY. 

SOLE  PBOPRIETORS 

Airo 
MANUFACTURERS 

FOR  THK 

UNITED  STATES. 


.T^'t;-'     ■-< 


THE  COMPANY 
ARE  PREPARED  TO 

EXECUTE 

ORDERS     FOR    THEIR 

GAUGE 

IT    THEIR      MANtrFAOTORT 

No.  4  Charieatmm  Strut, 
BOSTON,  MASS. 


THIS  Oocnpuiy  pdrchascd  of  Mr.  I.  H.  AtHCRorT  the  Patent  fbr  the  above  (Huge  in  Febraary  laat,  and  th«7  preiume  there 
is  no  necessity  of  stating  the  benefit  of  this  relebrated  Gauge,  which  has  obtained  so  much  repute  throughout  the  Country 
during  the  last  three  ypars.  as  a  matter  of  economy  and  safety  for  Railroads,  Stationary  Boilers  and  Steamers  its  equal  has  never 
been  discovered.  Thf  Company  also  purchased  of  Mr.  AsHCaorT  the  Patent  for  the  Fontain  Moreau  or  India  Rubber  Gauge 
of  which  the  Eastman,  Lowe  and  German  Gauge  are  considered  by  them  to  be  infringments.  They  will  furnish  the  India  Rubber 
Gauge  if  desired,  although  they  think  it  canoot  be  depended  upoa  41  ly 
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LOCOMOTIVE  TYERS  made  from  ono  bar,  and  Low  Moor  Bar  Iron  of  every  description,  Boiler  Plates,  Rivets,  and  Car 
Axles  ,  also,  Wrought  Iron  Wheels.  Spring,  Tool,  and  Machinery  Steel,  Iron  and  Brass  Tubes,  Loonniolive  Balances,  Horse 
Nails.  English  Iron  Wire.  Telegraph  Wire,  &C.,  for  sale  al  the  manufactuier's  prices,  by  W.  BAILEY  LANO  &  CO.,  54  Cliff 
St.,  New  York,  and  0  Liberty  Square,  Boetoo,  sole  agents  in  America  to  the  Low  Moor  Iron  Company.  42tf 


RAILROAD  SPIKES. 


Screw  Pile  Foundations. 


WROUGHT  IRON  ' 

Chairs  and  Fastening^s. 

THE  undersigned  will  continue  to  manufacture  with  increased 
Cicilities,  HOOK  AFLAT  HEAO  RAILROAD  SPIKES, 
ofallpatterns,WR(HTGHTandCA8TCHAIRS  and  FAST- 
ENINGS, BOILER  RIVETS,  BOLTS,  SHIP  and  BOAT 
SPIKES,  Ac,  dec 

The  best  quality  of  Reflacd  Iron  is  used,  and  all  orders  filled 
with  despatch. 

J.  HOPKINSON  8MITTL 
•■     '  No.  3b  South  Charles  itr. 

■3"  Please  direct  the  name  in  full.     -    ,.■  - ,. ,  .  s.-  •  . 
Baltimore,  July  Ist,  1864.  "  33 1£ 

SEPTIMUS  NORRIS, 

OrVIL  MBOHANICAL  A  CONSULTING  ENGINEER 

OFFERS  his  8er\icea  to  Railroad  Companies  and  Engineers, 
to  provide  them  with  Plans  and  Proportions  of  Locomo- 
tives for  burning  coal  or  wood  ;  calling  the  attention  of  Engi- 
neers and  Railroad  Managers  to  his  Sew  Patent  Boiler  far 
burning  Anthracite  Coal ;  also  Plans  for  Depot  Buildings, 
Railroad  Tools,  and  all  kinds  of  Machinery  appertaining  to 
Railroads  ;  be  will  also  superintend  personally  tlie  construction 
and  building  of  any  Locomotives  they  may  order,  in  this  or  any 
other  city,  so  as  to  insure  the  Companies  receiving  good  ma- 
chines and  faithftil  workmanship. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
neer upon  many  of  our  most  important  Roads,  in  their  Loca- 
tion, Building  and  Equipment,  and  ft>r  the  last  20  years  practi- 
cally  engaged  in  the  Manufacture  of  Locomotives,  feels  satis- 
fled,  he  can  gave  the  Companies  who  may  think  proper  to  en- 
gag*  his  terrices,  many  aollart,  and  lots  By  receiving  imperftet 
machine*,  which  have  been  built  and  put  together  hastily. 

Addxew  to  No.  28  Santow  »L,  Philadelphia. 


ALEXANDKR  .MITCHELL'S 

Patent    Iron    Screw    Pile^ 

FOR  otitiiinii-.g  permanent  fountlutions  on  River*,  Moraues, 
and  Quirk.iiindi.  for  R  lilwny  Briilees,  ViaducU,  Depots, 
Wharves,  *<•  I.  W   P   LEWIS,  C.  E., 

^grnt  in  the  United  State; 
No.  30  foutli  5th  street,  Philadblphia. 

NUGENT'S  COLL.EGE     >', 

op 
ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.  Nugent,  0.  E.,  Principal. 

THE  design  of  this  Institution  is  to  afford  young  men  an  op- 
portunity of  acquiring  a  knowledge  of  the  prolfeaaioo  of 
Civil  Engineering,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowledgs  of  Mathematics,  Architec- 
tural and  Mechanical  Drafting,  Plain  and  Ornamental  Penman- 
ship, &.C. 

Vor  (teUi9rpMli6«iHS  »4ar«Mi  tb«  PrincipRL 
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^j   Sjrraenae  and  BingliKinptom  Railroad. 

The  18th  and  19th  of  the  present  month  were 
devoted  to  a  formal  opening  of  this  road  to  the 
public.  We  joined  the  excursion  party  which 
passed  over  the  road  from  Binghampton  to  Syra- 
cuse on  the  19th  instant,  and  are  thus  enabled  to 
give  not  only  ai^  account  of  the  opening,  but  a 
description  of  the  road,  and  its  route. 

The  name  indicates  the  points  united  by  the 
Syracuse  and  Binghampton  Railroad,  but  not  the 
connections  formed ,  nor  their  importance.  Syracuse 
ia  one  of  the  largest  and  most  prosperous  towns 
in  the  Central  and  Western  New  York ;  the  great 
seat  of  the  manufacture  of  salt,  and  contains  a  po- 
pulation of  about  30,000  souls.  Binghampton  is 
a  thriving  town  in  the  Susquehanna  Valley,  with 
a  population  of  about  10,000,  a  large  portion  of 
whiclt  have  been  added  since  the  opening  of  the 
New  York  and  Erie  Railroad.  About  60  miles 
south  of  this  town  commence  the  coal  fields  of 
Pennsylvania,  with  which  it  is  united  by  a  rail- 
road (the  Delaware,  Lackawanna  and  Western). 
This  road  now  supplies  the  Valley  of  the  Susque- 
hanna with  coal,  and  as  far  as  Syracuse  is  concern- 
ed, the  coal  fields  are  practically  reached  at  Bing- 
hampton.   As  this  place  is  connected  with  N  w 


York,  and  is  speedily  to  be  with  Philadelphia  and 
Baltimore,  the  above  road  opens  to  Syracuse,  ac- 
cess to  all  these  points,  and  secures  to  it  all  the 
advantages  of  a  connection  with  them  all.  Syra- 
cuse as  it  will  be  kLOwn,  is  on  the  great  Central 
Railroad,  which  has  double  line  to  Rochester,  and 
also  a  railroad  to  Oswego,  the  most  important 
American  port  on  Lake  Ontario. 

Independent  of  the  railroad  connections  formed, 
the  Syracuse  and  Binghampton  Railroad  connects 
the  two  great  geographical  divisions  of  the  west- 
ern prolongation  of  the  State, — the  great  Sus- 
quehanna Valley  which  lies  for  150  miles  upon  its 
southern  border  with  the  great  plain  that  skirts 
the  southern  shore  of  Lake  Ontario.  The  eleva- 
tion of  the  Susquehanna  Valley  is  about  800  feet 
above  the  sea,  of  Syracuse  about  500.  Between 
them,  the  dividing  ridge  reaches  an  elevation  of 
about  1,200  feet  above  the  sea..  These  two  great 
vallies,  or  perhaps  more  correctly  speaking,  pla- 
teaux, are  traversed  by  the  Erie  and  Central,  Rail- 
roads, respectively,  and  in  them  are  found  the  bu- 
siness and  commercial  centres  of  Ihe  western  part 
of  the  State.  ''^''^  v^«<!^i  .  t  c^:f 

The  objects  of  the  Syracuse  and  Binghampton 
Railroad  may  be  said  to  be  threc-toldi :  To  open  a 
new  route  between  Binghamton  and  New  York  j — 
to  open  an  outlet  to  market  for  the  country  tra- 
versed ; — and  connect  Syracuse  with  the  Pennsyl- 
vania coal  fields. 

Perhaps  the  most  important  of  these  objects,  at 
any  rate  the  one  most  readily  appreciated  at  a 
distance,  is  the  latter.  Syracuse,  as  already  stat- 
ed, is  the  great  se.'^of  the  manufacture  of  salt  in 
New  York.  This  is  mostly  produced  by  evapora- 
tion, by  artificial  means ;  and  for  this  purpose  it  is 
estimated  that  at  least  300,000  cords  of  wood, 
valued  at  four  dollars  the  cord,  are  consumed  an-! 
nually.  The  constantly  increasing  high  price  paid 
f«r  fuel  is  seriously  reducing  the  profits  of  the 
manufacture,  which  would  in  time  have  to  bo  a- 
bandoned,  unless  some  less  expensive  fuel  could 
be  used.  The  evaporative  effect  of  coal  is  estim- 
ated at  2i  times  greater  than  the  best  kind  of 
wood,  and  as  by  means  of  the  above  road,  the 
former  can  be  delivered  at  the  salt  works,  at  the 
price,  per  ton,  now  paid  for  a  cord  of  wood^the  sav- 
ing effected  will  at  once  be  understood ;  and  as 
the  supply  can  always  be  made  to  equal  the  demand, 


the  above  road  is  a  most  important  elotuent  in 
calculating  the  future  growth  of  that  city. 

1  But  immediately  below  Syracuse  is  Oswfgo,  the 
most  important  port  of  Lake  Ontario,  the  great 
entrepot  of  the  Canadian  trade,  to  be  immensely 
augmented  by  the  recent  treaty  of  reciprocity. 
The  tendency  of  the  trade  of  the  Upper  Lakes  is 
steadily  toward  Oswego,  from  its  greater  proximi- 
ty to  tide  water,  and  the  shorter  extent  of  ca  nnt 
navigation  to  reach  it.  The  shipments,  eastward 
from  Osveego,  the  past  year,  were  equal  to  7,000,- 

000  bushels  of  wheat;  4,000,000  do.  of  corn,  and 
120,000,000  feet  of  lumber.  The  carriage  of  these 
immense  bulks,  cives  employment  to  a  vast  co;a- 
mercial  marine,  a  very  considerable  portion  of 
which  is  made  up  of  propellers.  The  vessels 
which  bring  this  freight  to  Oswego  return  mostly 
in  ballast^  from  the  lack  of  vp  freights.  Coal  is 
just  the  article  wanted  for  vp  freights,  as  well  as 
for  motive  power  for  the  steam  marine  of  tlie 
Lakes.  As  it  is  well  known  that  Canada  is  entire- 
ly destitute  of  coal  formations,  as  well  as  the 
greater  part  of  the  country  lying  immediately 
upou  the  Upper  Lakes.     There  is  no  doubt  that 

2  or  300,000  tons  of  coal  would  find  a  ready  mar- 
ket at  Oswego  as  soon  as  this  .i mount  cojild  be 

1  supplied.  It  is  well  known  too  that  Oswego  pos- 
sesses in  an  immense  water  power,  great  facilities 
for  manufacturing,  which  is  now  chiefly  confined 
to  the  manufacture  of  flour.  The  capacity  of 
the  mills  in  operation  are  equal  to  about  8,000 
barrels  per  day.  Taking  both  Syracuse  and  Os- 
wego, it  is  easy  to  see  that  the  road  which  is  to 
supply  these  cities  with  coal,  which  must  be  the 
Syracuse  and  Binghampton,  from  its  location,  and 
the  directness  of  its  line,  will  have  a  business 
which  alone  would  justify  its  construction. 

If  Syracuse  and  Oswego  arc  to  be  supplied 
from  the  coal  fields  of  Penri.'jylvania  with  fuel, 
over  the  Syracuse  and  Binghampton  Railroad,  it 
is  easy  to  see  that  the  same  road  will  be  in  admir. 
able  position  to  do  a  heavy  return  business  for 
which  the  exports  of  Oswego  will  aflTord  abundant 
material.  The  coal  trains  may  return  loaded  with 
western  products,  n<.arly  as  cheaply  as  empty. 
With  suitable  provisions  for  forwarding  freight 
from  the  coal  mines  to  New  York,  the  nt  lifum 
trains  may  always  count  upon  a  full  load  in  both 
directions;  reducing  in  this  manner  the  cost  of 
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IrauspgrtatioD,  and  increasing  at  the  same  time 
the  proGla  of  the  road. 

Near  the  northern  terminus  of  the  road  are  in- 
exbau8tiblo  deposits  of  gypsum,  for  which  a  very 
extensive  market  exists,  upon  the  line  of  the  road, 
in  the  Susquehanna  Valley,  and  northern  Pennsyl- 
vania, all  of  which  arc  destitute  of  this  article  of 
almost  indispcnsahle  use  in  agriculture.  A  large 
income  is  anticipated  from  the  carriage  of  this  ar- 
ticle. 

The  next  great  object  of  the  road,  and  one  per- 
haps of  equal  importance  as  the  preceding,  is  its 
local  business.  It  is  well  known  that  one  of  the 
sections  of  the  State  unaccommodated  by  any 
suitable  public  highway,  was  that  portion  of  it 
between  Cayuga  Lake  and  the  Chenango  Canal. 
Its  topography,  not  admitting  the  construction  of 
a  caned,  it  was  not  comprehended  within  the  State 
scheme,  which  embraced  canals  only.  For  some 
years  past  a  railroad  was  proposed,  but  one  great 
inducement  was  lacking — access  to  the  coal  fields, 
which  was  only  till  recently  supplied  by  the  open- 
ing of  the  Delaware,  Lackawanna  and  Western. 
This  being  secured,  the  above  road  was  imme- 
diately commenced,  though  sufScient  inducements 
undoubtedly  existed  for  its  constructioa  in  the 
business  of  its  route.   . 

FromBinghampton  the  road  follows  np  the  Val- 
ley of  the  Chenango  to  its  point  of  forking  with 
the  Xiongnioga,  the  western  branch  of  which  it  pur- 
sues, to  the  summit,  14  miles  south  of  Syracuse. 
Upon  the  Chenango,  the  valley  is  wide,  beautiful, 
and  well  cultivated.  Upon  leaving  the  Chenango, 
the  immediate  valley  of  the  Xiongnioga  becomes 
more  contracted,  though  the  hills  that  inclose  it  are 
composed  ot  excellent  soiL  and  are  well  cultivat- 
ed. On  approaching  Cortland  County  the  road 
emerges  upon  the  elevated  plateau  which  occu- 
pies the  central  portion  of  the  State,  and  which, 
on  the  lice  of  the  above  road,  we  have  never  seen 
excelled,  either  in  excellence  of  soil,  culture,  or 
beauty  of  scenery  in  any  part  of  the  United 
States.  We  do  not  believe  that  a  better  country 
of  equal  area,  can  be  found  in  the  United  States. 
The  whole  line  of  the  road  runs  through  an  ad- 
mirable farming  country,  and  through  a  success 


inferred  from  the  cost  of  the  road,  though  upon 
some  portions  of  the  line,  there  is  much  heavy 
work.  It  is  admirably  constructed,  and  is  well 
ballasted  throughout ;  an  abundant  supply  of  ma- 
terial being  fortunately  met  with  upon  almost 
every  section.  The  road  from  this  fact,  and  for 
the  reason  that  there  is  but  a  small  amount  of 
bridging  upon  it,  will  be  very  easily  kept  up.  It 
is  well  equipped,  and  by  the  first  day  of  January 
next,  will  be  in  position  to  do  a  very  large  busi- 
ness. 

Its  cost  up  to  the  present  time  is  about  Sl,- 
800,000;  or  $22,000  per  mile.  Some  additions 
to  this  sum  will  undoubtedly  be  needed,  but  with 
an  increase  of  S3,000  per  mile,  which  will  carry 
the  total  aggregate  to  $2,000,000.  We  should  say, 
the  road  will  be  able  to  earn  $500,000,  without 
any  increase  of  its  construction  account,  one-half 
of  which  sum  surely  ought  to  go  to  profits.  We 
should  think  the  road  would  earn  for  one  year 
commenciBg  January  Ist,  1856,  $300,000,  at  a 
cost  for  operating,  not  exceeding  40  per  cent. 

We  refer  particularly  to  the  matter  of  the  cost 
of  the  ro.ad,  because  we  do  not  believe  a  road 
was  ever  constructed  in  the  United  States  involv- 
ing an  equal  amount  of  work,  with  so  small  an  ex- 
penditure. We  can  point  to  no  other  road,  which 
under  the  circumstances,  has  cost  so  small  a  sum. 
One  reason  for  this  is  in  the  fact  that  the  means 
for  construction  were  furnished  by  the  people  upon 
its  line.  The  whole  amount  of  stock  paid  in  is 
not  far  from  $850,000,  divided  among  nearly  2,000 
stockholders.  It  is  therefore  emphatically  a  pco- 
pWsTO&di.  The  stockholders  furnish«d  the  amount 
necessary  for  graduation,  masonry,  &c.,  &c.,  as  fast 
as  wanted,  so  that  the  company  have  at  no  time 
been  compelled  to  make  sacrifices  to  raise  money. 
It  was  seen  that  the  road  would  be  a  good  thing, 
and  no  cfibrts  were  spared  to  make  it  so.  The 
direction  which  embraces  the  richest  and  most 
influential  men  that  could  be  found  upon  the  line 
of  the  road,  is  composed  of  practical  men,  and 
who  embodying  the  general  sentiment  in  favor  of 
the  work,  served  it  with  the  same  zeal  and  assi- 
duity they  would  bestow  upon  their  own. busi- 
ness, and  without  any  charge,  or  compensation. 


siou  of  thriving  villages,  which,  taken  together  The  result  was  that  the  road  could  not  have  been 


would,  wc  believe,  supply  to  the  road  a  remuner- 
ating trafSc.  If  such  a  country  cannot,  no  coun- 
try in  the  United  States  can.  The  road  has  an 
abundant  area  for  such  local  business  which  can- 
not be  interfered  with  by  any  proposed  or  prac- 
ticable work.  A  road  to  accommodate  the  same 
territory  must  follow  the  immediate  route  of  the 
one  constructed,  which  is  so  occupied  upon  se- 
veral portions  of  its  line  as  lo  preclude  the  con- 
struction of  any  rival  line. 

The  Syracuse  &  BinghamptonRoad  will  undoubt- 
edly command  a  fair  share  of  the  through  travel 
between  Syracuse  and  Oswego,  and  of  the  Cen- 
tral, and  Western  part  of  the  State,  and  the  City  of 
New  York.  It  ofie.-s  as  short  a  route  between 
that  City  and  Syracuse,  as  the  Central,  and  we 
cannot  imagine  a  more  attractive  one.  Upon  the 
opening  of  the  lower  division  of  the  Delaware, 
Lackawanna  and  Western,  it  will  form  a  part  of 
a  route  some  30  miles  shorter  than  the  Central. 

The  construction  of  the  above  road  was  com- 
menced a  little  less  than  two  years  since,  and  has 
consequently  been  built  within  a  period  of  two 
years.    The  route  is  a  fayorabls  od9  as  may  be 


built  at  less  cost,  had  it  been  a  private,  or  in- 
dividual enterprize,  as  one  of  the  directors  assur- 
edus,  and  of  which  the  cost  of  the  road  is  full 
proof.  The  south  portion  of  the  line  presents  few 
difficulties,  but  the  Syracuse  portion  of  it  a  very 
serious  one.  The  engineer  who  preceded  Mr.  Gil- 
bert, reported  that  the  summit  could  not  be 
crossed  without  a  grade  of  70  feet  to  the  mile. 
This  report  led  to  a  delay  in  the  construction  of 
the  road,  which  was  not  commenced  till  after. 
Mr.  Gilbert  took  charge  of  it.  The  total  ascent 
from  Syracuse  to  the  summit  in  a  distance  of  14 
miles,  is  a  little  more  than  700  feet.  This  ascent 
is  now  brought  into  one  plane,  having  an  uniform 
mclination  of  52  feet  to  the  mile.  To  distribute 
the  grade  equally  throughout  the  whole  distance 
was  a  problem  of  no  easy  accomplishment,  as  the 
work  shows.  The  wonder  to  us  is,  how  it  could 
be  done  at  so  slight  a  cost. 

We  are  more  particular  to  refer  to  the  manner 
in  which  this  road  has  been  l»uilt,  for  the  reason 
that  it  contrasts  so  strongly  with  the  course  usu- 
ally pursued,  and  of  the  sacrifices  submitted  to ; 
sacrifi«ea  whieh  are  too  apt  to  overload  our  roada 


with  fictitious  capital,  and  which,  from  the  demo- 
ralizing infiuencc  which  improvident  conduct  is 
sure  to  exert,  unfits  those  who  submit  to  them, 
for  the  proper  superintendence  of  the  operations 
of  their  road. 

The  opening  was  of  course  the  occasion  of  ge- 
neral rejoicing  on  the  part  of  the  entire  commu- 
nity interested.  The  excursion  train  numbered 
27  long  passenger  cars,  gaily  decorated,  and  con- 
taining, we  should  think,  about  2,000  people.  At 
any  considerable  station  the  common  joy  was  tes- 
tified by  a  plentiful  consumption  of  gunpowder, 
ringing  of  bells,  &c.,  &c.  At  Cortland,  midway 
between  Binghampton  and  Syracuse,  an  excellent 
lunch,  prepared  by  the  ladies,  was  served  up.  At 
Homer,  a  very  pleasant  episode  occurred  in  the 
shape  of  the  presentation  by  the  ladies  of  that 
place  of  an  elegant  and  massive  silver  pitcher,  to 
the  chief  engineer  of  the  road,  W.  B.  Gilbert, 
Esq,  At  Syracuse,  a  sumptuous  dinner  was  serv- 
ed up  at  the  St.  Charles  Hotel,  to  the  company 
and  invited  guests,  of  which  some  150  partook. 
At  the  dinner,  toasts  and  speeches  appropriate  to 
such  occasions  were  given.  In  the  course  of  the 
evening  several  very  interesting  statements  were 
made  by  a  number  of  the  directors,  particularly 
by  the  President,  Mr.  Stevens,  and  Messrs.  Law- 
rence and  Murray,  illustrative  of  the  history  and 
progress  of  the  work,  the  position  of  the  Com- 
pany's finances,  (which  were  stated  to  be  in  a 
favorable  condition,  the  Company  having  sufficient 
assets  to  meet  all  its  floating  liabilities,)  &.c.  &c. 
Honorable  mention  was  made  by  several  of  the 
directors  of  the  services  rendered  by  Mr.  Gilbert, 
the  chief  engineer,  not  only  in  his  official,  but  in 
other  capacities.  Of  his  capacity  as  an  engiaeer 
the  road  is  sufficient  evidence,     jik  ;;  'i    ;.:4i««fi» « 

Both  days  passed  off  without  the  slightest  ac- 
cident, the  great  cause  of  all  mischief,  intoxicat- 
ing drinks  forming  no  part  of  the  entertainment. 
The  excursion  party  separated,  highly  delighted 
with  the  result,  while  the  satisfaction  of  the  di- 
rection was  largely  increased  by  the  conviction 
wliich  is  the  common  reward  of  those,  who  in 
serving  themselves,  confer  an  equal  advantage 
upon  their  neighbors,  and  who  are  actuated  by 
a  higher  aim  than  the  mere  personal  gain. 

Hudaon  RiTcr  Railroad. 

This  company  have  made  a  new  issue  of  Bonds 
to  the  amount  of  $2,000,000,  secured  by  a  third 
mortgage  on  their  road.  The  previous  funded  debt 
of  the  company  is  as  follows  : 

Ist  Mortgage  Bonds $4,000,000 

2nd       "  "      2,000,000 

Convertible        "      2,000,000 


^,..-.--c.  f:-xv^s>-s^..^;^^^  $8,000,000 
The  second  mortgage  bonds  are  due  in  1860, 
and  the  convertible  in  1867.  The  new  mortgage 
provides  for  a  further  issue  to  the  amount  of  $4,- . 
000,000.  to  take  the  place  of  the  convertibles,  un- 
der certain  conditions,  and  of  the  second  Mortgage 
Bonds.  The  new  issue  is  for  30  years.  Of  the 
whole  amount,  $1,000,000  is  to  pay  off*  the  float- 
ing debt,  amounting  to  $902,840.  and  an  equal 
sum  for  such  additional  improvements  as  the  road 
may  require.  The  new  issue  is  oflered  to  the 
stockholders  at  80  cents  on  the  dollar. 

The  circular  of  the  company  offering  the  Bonds, 
states  that  up  to  tbe  present  time  the  income  of 
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th«  road  has  been  insvfficienl  to  meet  the  interest 
upon  the  indebtedness  of  the  company. 

The  earnings.for  the  year  ending 
Sept.  30th,  1»54,  were $1,753,986 

Expenses 1,300,000 


Net  earnings S463,986 

Interest  on  fuaded  and  floating  debt,  say  $630,- 
000.  'i¥:.'r-  '■■  'f  ■'■/h^  =  ^:  '■'■•'  .    ■ ' <i*-  ■■  ^U 

The  earnings  for  1855  are  estimated  at  S2,200,- 
000 ;  expenses  $1,300,000  leaving,  $900,000,  for 
interest  and  dividend,  equal  to  7  per  cent,  on  a 
funded  debt  of  $9;000,000,  and  nearly  6  per  cer.t. 
on  the  stock. 

The  statemeit  pal  forth  certainly  does  not,  in 
these  times,  invite  the  public  to  a  very  attractive 
feast.  But  as  the  Bonds  are  offered  to  the  stock- 
holders, it  may  be  that  they,  being  well  satisSed 
of  their  value,  are  indifferent  as  to  what  i\ie  public 
think.  Bot  we  think  that  this  is  not  a  proper  ex- 
planation of  the  manner  in  which  this  new  loan  is 
presented.  This  company  belong  to  the  old  fogy 
school,  and  take  particular  deligbt  in  seizing  bold 
of  the  butt  end  of  the  log,  when  they  might  Lave 
thrown  that  upon  the  public,  taking  the  lightest 
end  themselves.  To  say  that  a  road,  which  has 
been  opened  for  three  years  has  not  earned  inter- 
est upon  its  debt,  Is  very  frank  j  but  without  at- 
tempting to  account  for  such  deficit,  certainly 
evinces  more  courage  than  judgment.  The  com- 
pany expect  to  do  better  for  the  future,  but  is  this 
expectation  more  reasonable  than  such  as  have 
been  previously  disappointed.  We  think  the  com- 
pany on  coming  before  the  public,  should  have  at- 
tempted to  have  shown  why  success  has  not  yet 
been  fully  realized,  and  lehy  the  future  may  rea- 
lize what  the  past  has  failed  to  do.  Now,  what- 
ever the  Company  think  of  the  Hudson  River 
Road,  of  its  position  and  prospects,  we  arc  satis- 
fied that  the  public  know  next  to  nothing  about 
them.  Hence  the  low  price  of  the  stock,  and  the 
necessity  which  forces  the  company  to  offer  their 
bonds  at  80  cents  on  the  dollar.  We  have  never 
seen  the  first  attempt  to  place  this  project  proper- 
ly before  the  public.  We  have  never  seen  a  re- 
port calculated  to  throw  the  least  light  upon  the 
merits  of  this  work,  or  the  causes  of  its  apparent 
want  of  success.  The  inferences  naturally  to  be 
drawn  from  the  meagre  statements  made  from 
time  to  time,  are,  that  the  directors  themselves 
were  uncertain  as  to  the  future,  or  incapable  of 
estimating  their  present  position.  They  conse 
quently  have  not  been  able  to  enlarge  the  area  of 
the  friends  and  supporters  of  the  road  ;  the  bur 
dens  resulting  from  the  construction  of  which  still 
rest  upon  the  original  shoulders.  Now  if  the 
owners  of  the  Hudson  River  Railroad  are  desirous 
of  continuing  to  be  the  owners  of  it,  and  to  be- 
come the  purchasers  of  the  new  issue  of  Bonds, 
then  we  certainly  have  no  wish  to  criticize  them. 
But  if  they  would  like  to  have  the  public  lend  a 
helping  hand,  then  we  think  the  better  policy 
would  have  been  to  hava  educated  the  punlic  up 
up  to  the  merits  of  the  road,  to  have  secured  such 
cooperation.  We  think  that  on  appearing  before 
it  for  money,  the  public  should  have  been  inform 
ed  "that  when  the  Hudson  River  Railroad  was 
first  opened,  it  found  its  business  in  possession  of 
the  river  steamers,  which  moved  at  the  rate  ol 
20  miles  the  hour,  a  speed  equal  to  the  average 
speed  of  most  of  our  roads,  and  affording  to  the 
trav«ller  nearly  all  tha  luxuries  and  conyeoieoces 


of  a  private  residence ; — that  to  secure  this  busi- 
ness was  as  much  more  diflicult  task  than  to  re- 
tain it,  as  the  storming  of  a  castle  is  more  diificult 
than  its  defense.  The  Hudson  River  Railroad  had 
to  reverse  the  ordinary  method  pursued  by  other 
companies,  of  adapting  their  service  to  the  amount 
of  business  offering;  increasing  such  service  in 
proportion  to  the  gradual  increase  of  such .  busi- 
ness,— by  performing  the  greatest  amount  of  ser- 
vice, dsplaying  the  greatest  vigor  and  capacity, 
securing  the  highest  efiiciency  to  the  road,  and 
making  the  same  time  and  running  the  same  num- 
ber of  trains  to  accommodate  a  business  yielding 
$1,000,000,  as  one  yielding  $2,500,000."  No  im- 
pression could  be  made  upon  the  ordinary  mode 
of  travelling,  but  by  showing,  by  extraordinary 
contrast,  the  superior  advantages  of  the  railroad. 
Any  ordinary  demonstration  would  have  been 
equivalent  to  failure.  No  road  commands  even 
the  appropriate  business  of  its  route,  the  first,  or 
second  year  of  its  operation.  It  was  inevitable 
that  the  Hudson  River  Road,  under  ,the  circum- 
stances, would  have  to  be  run,  if  not  at  a  loss, 
without  profit.  The  success  of  the  road  was  not 
to  be  measured,  by  the  amount  of  net  profits,  for 
the  first,  second,  or  third  year,  but  upon  the  abi- 
lity of  the  road  to  command,  in  opposition  to 
steamers,  the  business  of  its  route.  In  this  con- 
test after  years  of  arduous  struggle  the  road  has 
been  so  far  successful,  that  it  is  seen  what  the 
result  must  be, — that  the  road  will,  in  time,  carry 
the  travel  between  New  York  and  Albany.  This 
being  admitted,  or  proved,  renders  success  certain. 
The  past,  therefore,  is  no  criterion  for  the  future, 
except  so  far  as  the  past  indicates  what  the  future 
is  to  be,  which  it  has  done.  Now  we  think  that 
the  public  should  have  been  made  to  know  what 
is  peculiar  in  the  case  of  the  Hudson  River  Rail- 
road. Wo  think  too,  if  the  managers  of  this  road 
had  ordinary  sagacity,  they  would  lose  no  oppor- 
tunity of  making  its  position  fully  understood ; 
but  we  presume  they  belong  to  that  class  of  tac- 
ticians who  prefer  to  lose  a  battle  in  obedience  to 
certain  rules  sanctioned  by  tradition,  than  to  icin 
one  in  violation  of  them. 

The  company  offer  at  the  present  time  only  $1,- 
000,000  of  bonds,  at  80,  making  a  sacrifice  in  the 
outset  of  $200,000.  This  sum  put  out  on  com- 
pound interest  would  produce  at  the  maturity  of 
the  bonds,  nearly  $1,600,000,  a  sum  sufficient,  not 
only  to  pay  off  the  loan,  but  to  leave  $600,000  in 
the  company's  treasury.  Now  it  strikes  us  that 
had  the  company  taken  the  appropriate  means  to 
render  the  merits  of  their  project  thoroughly 
understood,  and  appreciated,  and  had  set  apart 
$200,000,  now  proposed  to  be  flacrificed  in  dis- 
counts, as  a  sinking  fund  the  new  loan  might 
have  been  sold  at,  or  nearly,  par.  The  difference 
in  the  result  is  the  making  of  $1,600,000,  or  losing 
such  a  sum.  It  is  by  such  results  that  the  sound- 
ness of  a  particular  course  or  policy  is  to  be  mea- 
sured ;  and  measured  by  such,  we  ask  if  the  Hud- 
son River  Company  have  not  remained  long 
enough  in  their  sheU,  if  it  would  not  have  been 
for  their  advantage  to  have  sunned  themselves  a 
little  in  the  popular  air,  and  to  have  educated  the 
public  up  to  a  competent  idea  of  the  value  and 
resources  of  their  great  work,  instead  of  main- 
taining a  stolid  silence  which  by  some  is  at- 
tributed to  distrust,  and  others,  to  incapacity. 

We  cannot  understand  the  necessity  of  placing 


the  b(^nds  of  the  company  at  so  low  a  figure.  U 
will  b ;  answered  we  presume,  that  other  securities 
are  selling  as  low ;  consequently  the  Hudson  River 
must  bllow  suit.  Now  if  the  securities  offered  ar« 
good,  hey  are  worth  par  and  would  command  it 
in  a  s  iort  time.  The  company  are  only  aggravat- 
ing thteir  condition,  and  that  of  other  railroads, 
by  off  'ring  their  securities  at  ruinously  low  rates. 
The  onvertible  bonds  sold  at  tK).  The  company 
now  offer  a  third  mortgage  bonds  at  80,  ten  per 
cent,  ess,  though  they  may  take  precedenco  of 
thefo'mer.  The  company  in  this  way  take  the 
first  jind  most  effective  step  toward  discrediting 
their  (wn  securities,  and  of  increasing  that  dis- 
trust rhich  is  now  pressing  so  heavily  upon  tho 
railroiid  interest.  A  sinking  fund  of  only  $100,000 
would  have  produced  in  30  years,  $800,000,  near- 
ly eqi  al  to  the  entire  amount  of  the  loan.,  and 
with  i :,  the  bonds  would  have  sold  much  more 
readil  r  at  90  than  at  80,  without  it;  bbowing 
what  sacrifices  are  submitted  to  lor  the  want  of 
a  littl( !  forethought.  Such  mistakes,  by  suck  a 
compsny  as  tlie  Hudson  River  are  the  more  culp- 
able, for  the  reason  that  the  high  financial  posi- 
tion ojf  its  managers  causes  them  to  be  taken  as 
exam|)les  for  imitation.  But  as  already  shown, 
men  nbay  be  too  wis*  for  their  day  and  gen«ratiofi, 
which  estimate  measures  only  by  results. 


Ni 


w  York  aiirt  Nevr  Haven  Uallroad. 

Belbw  we  give  the  opinion  of  Hon.  C.  P.  Ktrk- 
land,  •  hat  the  Now  York  and  New  Haven  Railroad 
Comp  iny  ore  liable  for  the  over  issues  (f  stock, 
by  its  late  transfer  agent,  Mr.  Schuyler. 

Myiopinion  has  b^n  requested  by  parties  inter* 
ested,|on  the  subject  of  the  liability  of  the  New 
Have^  Railroad  Ooi|ipany  for  the  stock  issued  by 
Robert  Schuyler,  injexcess  of  the  capital  author- 
ized by  the  Act  incorporating  the  Company.  I  do 
not  ujse  the  term  '►  fraudulently"  issued : — that 
term  Is  applicable  o^ly  as  between  Schuyler  and 
the  Company ;  as  between  the  company  and  the 
honest  holders  of  ttie  stock  thus  issued,  it  has  no 
application,  practically  or  legally,  in  fact,  or  in 
law. 

In  investigating  this  matter,  it  is  quite  as  necessa- 
ry to  ascertain  what  iisno^,  as  what  ts  the  question. 
The  question  is  not  as  to  the  power  of  the  Compa* 
ny  or  any  of  its  agents  to  issue  stock  beyond  the 
amount  allowed  by  the  Act  of  Incorporation.  On 
this  point,  there  caqnot  be  two  opinions  ;  neither 
the  Company  nor  \t4  agents  have  or  had  any  such 
powers  :  this  propo.^ition  is  elementary  ;~it  is  on 
all  hands  conceded-|-it  never  has  be«.n,  it  never 
will  be  disputed  by!  any  judicial  tribunal,  or  by 
any  lawyer.  As  w^s  well  said  by  the  Courts  of 
Pennsylvania,  in  pronouncing  judgement  in  the 
case  of  the  Bank  of  Ki:ntucy  agt.  ihe  Schuylkill 
Bank,  "were  this  point  of  any  practical  value  in 
the  case,  the  decision  wouid  be  in  favor  of  the  de- 
fendants ;  but  it  is  ^ot." 

Th^  real  and  oulji'  question  in  the  case  arises 
under  the  law  of  principal  and  agent. 

How  far,  t^  what  extent,  is  a  principal  liable 
for  the  acts  of  the  agent  1 

Do  corporations  ib  this  respect,  differ  from  na- 
tuial  persons!  Aile  they  subject  to  a  differaut 
rule  I  These  and  tfalese  only,  are  the  questions  in 
this  case.  i 

It  becomes  necessary,  first,  to  ascertain  the 
facts  and  circumstahces  in  reference  to  Schuyler's 
agency  for  the  Company,  tlie  nature,  extent, 
"scope"  of  that  agency;  the  position  of  Schuyler 
relatively  to  the  compiuiy  ;  the  duties,  the  power 
confided  to  him ;  the  as{>ect  in  which  they  held 
him  out  to  the  world  ;  fortunately  on  this  subject 
there  is  no  dispute  lor  doubt.  We  have  tbe  high- 
est and  most  satisfactory  evidence  iu  au  authentic 
and  conslusive  shape ;  namely,  in  the  Report  of 
the  Board  of  Directors,  made  to  the  Stockholders 
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at  their  meeting  in  Few  York  on  tbelSd  of  Octob- 
er, instaDt.  In  that  dccument  it  is  stated  that 
"Eobert  Schuyler  was  appointed  President  of  the 
Conipauy  on  the  19th  day  of  May,  1846,  and  by 
successive  and  uuiniermitted  elections,  held  the  ot- 
tice  up  to  the  third  day  of  July  lasij"  that  while 
President  of  the  Company,  he  was  its  chief  execu- 
tive officer,  excercising  the  principal  powers  ol 
the  corporation,  enjoying  the  full  contidenco  of 
the  Company  and  of  the  Directors"; — "that  a  meet- 
ing of  the  atockholders  in  November  1849,  the 
foilowing  Resolution  was  unanimously  passed : 
Resoived,  That  the  Stockholders  have  entire  confi- 
deuCM  in  the  President  and  Board  of  Directors, 
believing  them  to  have  executed  the  important 
trust  committed  to  them,  not  only  with  zeal  and 
fiueiiiy,,  but  with  high  intelligence." 

"Air.  Schuyler  was  also  the  Transfer  Agent  of 
the  Company  from  the  commencement  of  its  oper- 
ations : — the  principal  part  of  its  business  was 
transacts^d  in  the  city  of  New  York ;  its  i>ffi,':es 
we7e  practically  there,  its  principal  slock  account 
was  kept  there,  and  Mr,  Schuyler  when  acting  in 
</irt/ ca;>rci^y  (i.  e,  of  Transfer  Ajent)  exercised  the 
office  and  duty  usually  entrusted  to  the  highest  offi- 
cers oj  all  such  corporations.  The  provisions  for 
the  transfer  of  shares  in  New  York  are  such  as  ob- 
tained generally  in  that  city,  except  the  greater  se- 
curity that  the  Transfer  Agent  was  a  Director  and 
President  of  the  Company,  possessing  its  unlimited 
confidence  and  that  of  the  Stockholders,  and  was 
not  a  mere  clerk  or  agent  employed  at  a  salary." — 
It  appears  also  from  the  paper  annexed  to  the  re- 
port, and  forming  a  part  of  it,  "That  ho   was  ap- 


pointed Transfer  Agent  in  New  York,  by  virtue  of  I  and  only  business  and  duty  as  Transfer  Agent,   so 


the  express  authority  contained  in  the  act  of  in 
corporation,  permitting  the  Stock  to  be  transfered 
at  such  places  as  the  by-laws  of  the  company  should 
direct ;  that  he  was  furnished  with  blank  certificates 
of  Slock,  and  that  all  the  certificates  issued  by 
Schuyler,  (as  well  as  those  admitted  to  be  valid  as 
those  claimed  to  be  invalid,)  were  signed  in  the 
lame  manner,  with  the  name  of  B.  Schuyler  Trans- 
fer Agent,  it  having  been  the  uniform  course  of  the 
Company  to  affix  no  names  to  the  certificates,  other 
than  that  of  tiie  Transfer  Agent  at  the  place  where 
the  transfer  was  made." 

Schuyler  was  thus  presented  to  the  public  as  a 
Director  and  the  President  of  the  Company,  as  its 
Transfer  Agent  in  New  York,  excercising  the  of- 
fice and  duty  usually  entrusted  to  the  highest  offi- 
cers of  such  Companies,  and  as  possessing  its  un- 
limited confidence,  and  as  excercising  his  Transfer 
Agency  at  tue  place  where  the  offices  of  the  Com- 
pany practically  were,  and  where  its  principal 
stock  account  was  kept.       .  ..•"  J;\ 

It  is  quite  unnecessary  to  enquire  what  the  "office 
and  duty"  of  this  Transfer  Agent  were  as  between 
himself  and  his  principal!,  the  Kailroad  Company  ; 
Buch  an  enquiry  would  be  irrelevant  and  useless. 
Ue  doubtlesg  owed  them  "  certain  duties"  and  so 
far  as  they  were  concert,ed,  he  could  not  properly 
execute  his  office  without  performing  those  "dut- 
ties," — for  instance,  ho  was  bound  to  them  to  keep 
accurate  accounts,  not   issue  new  scri])  until  the 
surrender  of  an  equivalent  amount  of  old  scrip,  to 
see  that  all  transfers  were  duly  entered  and  the 
like.     But  all  this  is  wholly  immaterial  here; — 
what  we  have  to  do  witb,  iu  this  inquiry,    is   the 
business  of  this  Transfer  Agent,  so  far  as  the  public 
are  concerned  ;  what  wero  his  "  office  and  duty" 
ao  far  as  related  to  them.     On  this  point  there 
cannot  I  apprehend  be  any  difficulty  or  doubt. — 
His  business  simply  was  to  sign,  as  Transfer  Agent 
and  to  deliver  and  thus  to  issue  certificates  of 
stock.     By  the  very  terms  ot  his  appointment  and 
the  nature  of  his  office,  this  was  what  he  was  to 
do,  and  cul  he  was  to  do  in  regard  to  the  public ; 
this  was,  and  necessarily  must  be  the  extent  of 
his  transactions,  so  far  as  third  parties  were  coa- 
ceraed.     The  Company  by  this  bis  appointment 
invested  him  with  plenary  power  in  this  respect ; 
among  other  things  they  from  the  very  nature  of 
the  appointment,  and  from  the  necessity  of  the 
case,  gave  him  full  power,  as  Transfer  Agent,  to 
issue  certificates  to  himself,  sis  an  individual,  or  to 
the  firm  of  B.  &  Q.  L.  Schuyler .  and  such  certi- 


ficates when  issued  had  all  the  indicia  of  genuine- 
ness which  any  certificates  had,  and  no  more  bad- 
ges or  marks  of  fraud  than  certificates  issued  to 
others.  As  we  have  seen,  the  Company  had  en- 
trusted him  with  their  blank  certificates,  they  had 
given  him  the  power  to  exercise  the  office  and 
duty  usually  confided  to  the  highest  officer  ol 
such  a  corporation ;  they  had  solemnly  and  pub- 
licly, in  November  1849,  announced  to  the  world 
his  "fidelity" — his  fitness  for  the  trust;  and  to  give 
to  the  public  what  may  well  bo  said  to  have  been 
absolute  and  entire  reliance  on  bim  as  the  trans- 
ser  agent,  they  had  appointed  him  a  Director  and 
also  President  of  the  Company,  so  that  that  public 
could  plainly  see  tbat  his  power  was  not  commit- 
ted— as  it  usually  is,  and  generally  must  be — to 
"a  clerk  or  agent  employed  at  a  salary."  It  would 
be  difficult  for  ingenuity  to  devise  a  state  of  things 
better  calculated  to  lull  the  public  into  security, 
and  to  inspire  them  with  entire  confidence  as  to 
the  issues  of  Stock  by  Schuyler,  as  Iransfer  Agent 
than  that  which  was  contrived  and  adopted  by  this 
Company,  as  set  forth  by  its  Directors  in  their  re- 
port above  referred  to.  Who,  under  the  admitted 
facts  and  circumstances,  could  hesitate  to  receive 
as  genuine  and  obligatory,  the  certificates  issued 
by  him,  whether  issued  in  the  form  of  certificates 
to  R.  &  G.  L.  Schuyler,  or  even  to  R.  Schuyler 
himself,  with  blank  powers  endorsed,  or  whether 
issued  directly  to  and  in  the  name  of  the  holders 
of  such  certificate,  on  the  surrender  by  them  of 
the  certificates  originally  received  by  them  of 
Schuyler  or  of  others.  As  has  been  stated,  and 
as  cannot  be  contradicted,  Schuyler's   legitimate 


far  as  the  public  was  concerned,  were  toslgn  as  was 
agent  and  deliver  the  blank  certificates  with  which 
he  had  been  entrusted  by  the  Company  ;  and  all 
that  was  requisite  for  the  security  of  any  person 
receiving  such  certificates  was  the  fact  of  the  gen- 
utnenes  of  his  signature. — The  Company,  by  its 
own  acts,  answered  for  and  guarantied  every  thing 
else.  The  receivers  of  the  certificates  prior  to 
their  reception,  had  no  power  over  the  books  of 
the  Company ;  they  had  no  legal  right  to  inspect, 
or  demand  an  inspection  of  them ;  they  were  up 
to  that  period,  so  far  as  the  Company,  its  books 
and  records  were  concerned,  ij  every  legal  and 
practical  sense  strangers.  The  law  cannot  be 
so  tyrauical,  so  unjust  and  unreasonable,  under 
such  circumstances,  as  to  charge  any  negligence 
or  default,  any  want  of  diligence,  on  the  recipients 
of  the  certificates  for  not  knowing  what  the  books 
of  the  Company  contained  or  omitted.  If  any 
person  not  owning  any  stock  in  a  given  corporation 
should  apply  to  the  officers  of  that  corporation 
for  an  inspection  of  its  stock  books,  they  would 
very  properly  inform  hinft  that  they  had  no  legal 
power  to  grant  and  that  he  had  no  legal  right  to 
demand  such  inspection,  though  such  inspection 
might  be  permitted,  in  some  instances  as  a  matter  of 
mere  courtesy.  The  statute  authorises  the  inepcc- 
lion  of  stock  books  only  by  a  Stockholder.  1  R. 
R.  601.  (1st.  ed.)     See  also  Laws  1848,  p.  60. 

It  seems  to  me,  then,  an  indisputable  proposi- 
tion that,  under  the  facts  as  expressly  stated  and 
declared  by  the  Company  itself,  through  its  Pre- 
sident  and  Directors,   Schuyler  as   its  Transfer 
Agent,  was  invested,  so  far  as  the  public  are  con 
cemed,  with   fuU  power  to  issue  certificates  of 
stock,    that  this  was,  as  to  them,  his  legitimate 
and  sole  business  as  such  agent ;  that  the  Compa- 
ny put  into  his  hands  additional,  if  not  conclusive 
evidence  of  his  power  and  authority  in  the  blank 
certificates  furnirfied  him ; — that  in  addition  to  all 
this  (though  no  addition  was  required)  they  by 
their  deliberate  resolution  published  to  the  world, 
not  only  justified,  but  invoked  and  demanded  the 
implicit  confidence  of  all  parties  in  him  as  such 
agent.    He  had  in  every  legal  and  practical  sense 
for  the  purpose  of  the  istue  of  stock,  concentrated  in 
himself  the  power  of  the  President  and  Directors 
acting  at  a  lawful  and  duly  convened  meeting;  and 
an  issue  of  slock  authorized  at  such  lawful  meet- 
ing would  give   the  party  receiving  it  no  greater 
or  better  right  than  its  iasae  by  Schuyler, 
Transfer  Agent.  wm.j 


The  foregoing  considerations  establish  the  pro- 
position that  iu  iiisuine  of  stock  certificates, 
Schuyler  was  acting  within  the  "  scope"  of  his  au- 
thority, nay  more,  that  he  was  performing  the 
precise  and  only  business  he,  as  Transfer  Agent, 
had  to  do.  or  could  do  with  the  community  at 
large.  The  community  was  in  no  manner  bound 
to  know — it  had  no  power  or  means  ot  ascertaining, 
whether,  in  the  performance  of  this  legitimate 
business  with  them,  he  was  violating  his  duty  to 
his  principals ;  they  had  given  him  the  full  power 
to  issue  certificates ;  they  had  in  the  most  authen- 
tic and  impressive  manner  invited  and  solicited 
the  confidence  of  the  community  in  him  as  their 
delegated  representative ',  and  thus  they  emphati- 
cally declared  that  the  consequences  of  his  conduct 
were  on  them  and  not  on  those  thus  led  on,  and 
induced  to  deal  with  him.  Strip  this  case  of  the 
irrelevant  and  idle  discussion  of  the  question  as  to 
to  power  of  a  corporation  to  issue  stock  beyond 
the  amount  authorized  by  its  charter,  and  keep 
steadily  in  view  the  manifest  and  vital  distinction 
between  Schuyler's  duties  and  liabilities  to  his 
principals,  on  the  one  hand,  and  his  legitimate 
powers  as  to  the  public,  on  the  other,  and  the 
doubts  and  difficulties  apparently  surrounding 
this  subject,  disappear.  The  same  act  may  be 
(and  in  this  case  is)  grossly  fraudulent  as  to  the 
principals,  and  yet  perfectly  bona  fide  and  valid  as 
to  third  persons  dealing  with  the  agent. 

The  liability  of  the  principal  for  the  acts  of  the 
agent,  when  acting  within  the  "  scope"  of  his  au- 
thority, when  performing  the  business  embraced  in 
and  contemplated  by  that  authority,  is  established 
by  the  uniform  current  of  authorities,  and  has  be- 
come a  maxim,  an  elementary  proposition  in  the 
law.  We  have  seen  that  the  issuing  of  stock  was 
not  only  within  the  "  scope"  of  his  authority,  but 
was  all,  and  the  only  business  he  was  to  do  or  could 
do  under  that  authority ;  it  follows  inevitably  tbat 
it  can  never  be  a  question  between  th«  company 
and  the  bona  fide  holders  of  the  stock  issued  by 
Schuyler,  whether  the  issue  exceeded  or  fell  short 
of  the  authorized  capital ;  and  it  is  a  clear  sophism 
to  argue  that  there  is  any  distinction  between 
stock  issued  beyond  or  stock  issued  within  the 
chartered  limits ;  and  yet  great  stress  has  been 
laid  on  the  fact  that  Schuyler's  issues  were  in  ex- 
cess of  the  capital.  This  has  been  relied  on  as 
the /a/oZ  defect,  in  the  claim  of  the  holders,  where- 
as it  scarcely  requires  argument  to  show  that  an 
issue  within  the  outhorizcd  limit,  might  have  been 
equally  fraudulent,  as  between  him  and  the  com- 
pany, as  an  issue  beyond  it,  and  consequently  that 
the  fact  of  over-issue,  per  se,  is  in  no  sense  mater- 
ial to  the  question  between  the  company  ai^d  the 
present  holders  of  the  stock  alleged  to  have  been 
over-issued. 

The  liability  of  the  principal  for  the  conduct  of 
the  Agent  as  above  stated,  is  so  well  established, 
so  repeatedly  adjudicated  in  every  variety  of  form, 
tbat  it  is  a  work  of  supererogation  to  cite  authori- 
ties in  support  of  the  proposition ;  and  I  shall 
therefore  limit  myself  to  a  reference  to  the  well 
established  doctriuce  as  stated  by  one  of  the  most 
eminent  of  American  Lawyers  and  Judges,  and 
whose  authority  will  bo  not  questioned. 

Judge  Story,  in  his  admirable  treatise  on  agency, 
(§  17)  says  that  "  a  general  agency  exists  where 
there  is  a  delegation  to  do  all  acts  connected  with  a 
particular  business  vr  employment,^'  and  (^  462) 
"  the  principal  is  held  liable  to  third  persons  in  a 
civil  suit  for  the  frauds,  deceits,  concealments, 
misrepresentations,  torts,  uegliffences,  and  other 
misfeasances  and  omissions  of  duty  of  his  agent  in 
the  course  of  his  employment,  although  the  prin- 
cipal did  not  authorize  or  justify,  or  participate 
in,  or  indeed,  know  of  such  misconduct  or  even  if 
he  forbade  or  disapproved  it."  Authorities  on 
this  subject  might  be  multiplied  indefinitely ;  to 
do  so  would  be  merely  to  make  an  idle  parade  of 
cases  and  to  show  a  useless  diligence  in  the  search 
of  digests  and  the  abstracts  of  indices.  No  case 
has  been,  none  can  be,  cited  in  behalf  of  the  com- 
pany impeaching  in  the  slightest  degree  the  rule 
as  I  as  above  stated ;  and  the  cases  that  have  been  re- 
Iferred  to  in  their  behalf  for  tbat  purpose  will,  on 
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examination,  be  fonnd  to  wholly  fail  in  affording 
them  exemption  from  the  operation  of  the  rule  so 
well  and  so  conectly  stated  by  Judge  Story.  I 
should  proceed  to  analize  and  criticise  those  cas- 
es and  to  demonstrate  how  entirely  they  fail  to 
sustain  the  principle  they  are  cited  to  establish  ; 
but  that,  easy  as  is  the  task,  is  quite  unnecessary 
on  this  occasion,  however  suitable  it  may  be  on 
another. 

There  is  not,  and  necessarily  there  cannot  be 
any  distinction  between  corporation  and  natural 
persons  as  to  the  application  of  the  rule.  If  there 
is  any  difference  it  is  clearly  against  the  corpora- 
tion, for  while  a  natural  person  can  act  by  and  for 
himself,  corporations  can  from  their  very  nature 
and  constitution  act  onlij  by  agents :  "  Persons  na- 
tural and  artificial  (corporations)  stand  in  this  re- 
spect on  the  same  broad  platform  :  each  is  under 
the  same  measure  of  responsibility :  no  less,  no 
more.  The  natural  person  may  contract  and  per- 
form personally  ;  the  artificial  person  contracts  and 
performs  through  its  corporate  functionaries.  A 
corporation  is  compelled  by  the  incorporeal  nature 
of  its  essence  to  act  by  others."  "Corporations 
are  liable  for  the  frauds  and  torts  of  their  servants 
and  agents  done  in  the  course  of  their  employment 
in  the  same  manner  as  individuals  are  responsible 
for  the  acts  of  their  servants  transacting  their  bus- 
iness." Numberless  cases  on  this  point  also  might 
be  cited ;  and  multitudes  of  illustrations  of  the 
correctness  of  the  general  rule  as  above  laid  down, 
drawn  from  the  every  day  business  of  life  and  in- 
telligible and  convincing  to  the  commonest  under- 
standing, whether  that  understanding  belong  to 
lawyer  or  "layman,"  might  be  inUoduced;  but 
this  would  only  be  the  endeavor  To  make  that 
plain  which  is  already  too  plain  to  admit  of  con- 
tradiction from  any  disinterested  quarter. 

If  the  preceding  views  are  not  totally  erroneous, 
and  were  there  no  adjudicated  case  on  the  sub- 
ject, the  conclusion  would  of  necessity  follow,  that 
the  New  Haven  Railroad  Company  are  liable  to 
the  bona  fide  holders  of  the  Stock  issued  by 
Schuyler. 

But  the  exact  question  has  been  decided  in  one 
of  the  most  important  cases  that  ever  came  before 
a  judicial  tribunal  in  this  or  in  any  other  country 
— a  case  involving  one  million  and  a  quarter  of 
dollars, — a  case  which  was  conducted  on  each  side 
by  tbu  ablest  Counsel  of  the  land,  among  whom 
were  J  ohn  Sergeant  on  the  part  of  the  Plaintiffs 
and  (George  M.  Dallas  on  the  part  of  the  Defen- 
dants, two  names  standing  among  the  highest  at 
the  American  bar;  a  case  in  the  argfument  of 
which  twenty  entire  days  were  occupied,  and  in 
which  every  consideration  of  State  pride,  of  local 
influence,  of  deep  felt  sympathy  for  friends  and 
neighbors,  were  pressed  on  the  Court  with  unsur- 
passed ingenuity  and  eloquence,  and  made  to  bear 
against  the  Plaintiffs. 

This  was  the  case  of  the  Bank  of  Kentucky 
against  the  Schuylkill  Bank,  and  which  will  be 
found  reported  at  largi  in  Parson's  select  Equity 
Cases,  pages  180  to  2t59,  above  briefly  referred  to. 
This  case  was  in  every  essential  particular  the  ex- 
act counterpart  of  that  which  I  am  now  consider- 
ing, and  in  no  important  respect  is  it  possible  to 
distinguish  the  one  from  the  other.  It  was  brought 
originally  in  the  Court  of  Common  Pleas  of  the 
First  (Philadelphia)  Judicial  District  of  Pennsyl- 
vania, a  Court  corresponding  in  dignity  and  in 
jurisdiction  with  the  present  Supreme  Court  of  the 
State  of  New  York.  Notwithstanding  all  the  ad- 
verse influences  under  which  the  plaintiffs  labored, 
the  Court  gave  judgment  in  their  favor,  and  there- 
by established  every  principle  for  which  we  now 
contend.  They  adjudicated,  as  a  substantive  and 
material  part  of  the  case,  and  an  absolute  pre-re- 
quisite  to  the  plaintiffs  right  to  recover,  that  a 
Corporation  is  liable  to  Ike  bona  fide  holders  nf  slock 
issued  by  its  Transit  r  Agent  in  excess  of  its  capi- 
tal; an  excess  whi-h  amounted  in  that  case,  as 
above  stated,  to  a  million  and  a  quarter  of  dol- 
lars. 

The  judgment  thu«  pronounced  by  the  highest 
Court  of  original  jurisdiction  in  the  city  of  Phila- 
delphia was  carried  by  writ  of  error  to  the  Su- 


preme Court  of  Pennsylvania,  the  Court  of  ulti- 
mate resort  in  that  State,  and  corresponding  with 
the  present  Court  of  Appeals  in  this.  The  case 
was  again  elaborately  argued  by  the  same  eminent 
counsel  before  that  high  tribunal,  and  on  the  7th 
of  March,  1849,  the  judgment  was  unanimously  af- 
firmed. The  case  as  decided  by  the  latter  court 
has  never  been  reported ;  but  in  the  original  re- 
cord on  file  in  the  clerk's  office  of  the  court  in 
Philadelphia,  it  is  stated,  "  that  the  judgment  is 
affirmed /or  Ihc  reasons,  among  others,  given  by  the 
Court  below ;"  thus  showing  the  unqualified  adop- 
tion of  those  reasons  by  the  appellate  court.  A 
case  of  such  magnitude  thus  argued  and  thus  de- 
cided, sustained  too  as  the  decision  is,  alike  by  the 
clearest  principles  of  law,  and  by  justice  and  com- 
mon sense,  will  at  all  times  be  a  prevailing  au- 
thority, and  will  forever  remain  as  a  light  and  a 
guide  to  all  other  judicial  tribunals,  before  whom 
the  same  questions  may  be  presented. 

It  cannot  be  amiss  to  embody  here  a  few  ex- 
tracts from  the  opinion  of  the  Court  in  pronounc- 
ing judgment  in  that  case,  deciding  as  it  does  in 
favor  of  the  holders  of  the  stock  over  issued  by 
Schuyler  every  material  proposition  for  which 
they  contend ;  and  establishing,  for  reasons  which 
will  successfully  withstand  the  test  of  the  severest 
scrutiny,  the  liability  of  the  New  Haven  Railroad 
Company  to  those  holders.  The  Court  say : 
"While  it  is  true  that  in  making  a  regular  transfer 
of  the  stock  of  the  Corporation,  the  Corporation, 
and  all  its  transfer  agents,  wherever  situated, 
were  required  to  receive  the  surrender  and  as- 
signment of  the  preceeding  certificate  from  the 
holder  thereof,  it  is  not  true  that  the  purchaser  of 
the  Stock  is  under  any  obligation  to  see  that  such 
surrender  is  made  by  the  seller.  The  obligation  to 
surrender  the  old  certificate  is  not  a  limitation  on 
the  power  of  permitting  transfers  so  far  as  respects 
the  Corporation.  It  is  a  provision  intended  for 
the  security  of  the  corporation.  How  then  can  it 
be  pretended  that  a  purchaser  of  stock  has  any 
obligation  imposed  on  him  to  see  to  the  surrendea 
of  the  Old  certificate,  when  that  is  a  matter  for  the 
interest  and  consequent  supervision  of  the  Corpor- 
ation itself  When  he  receives  his  new  certifi- 
cate, has  he  not  the  right  to  assume  that  the  Cor- 
poration has  attended  to  all  things  in  the  transac- 
tion necessary  to  its  own  protection.  Who  con- 
ducts the  preliminaries  resulting  in  the  issue  of 
the  new  certificate  1  Why,  the  Cor{i»ration  it- 
self, or  what  is  the  same  thing,  on  this  occasion, 
its  Agent  lawfully  constituted  for  this  purpose.  The 
idea  that  the  purchaser  of  Stock  is  to  lose  the  proper- 
ty he  has  honestly  paid  for,  because  the  Corporation 
has  not  done  its  duty  to  itself,  is  unreasonable  to  the 
last  degree.  It  would  seem  strange  indeed  to  an  un- 
sophisticated understanding ,  if  such  a  notion  could  be 
invoked  successfully  to  save  the  Corporation  from 
the  results  of  its  own  misapplied  confidence  in  a  faith- 
less Agent.  The  true  doctrine  on  this  subject  is  that 
where  one  of  two  innocent  persons  is  to  suffer  far  the 
tortious  act  of  a  third,  he  who  gave  the  aggressor  the 
Tneans  of  doing  the  wrong  must  aione  bear  the  conse- 
sepuences  of  the  act." 

Again  : — "To  the  existing  holders  of  these  certifi- 
cates, the  Corporation  {the  Bank  of  Kentucky)  must 
respond,  whether  the  certificates  were  issued  by 
the  Philadelphia,  New  York,  or  any  other  transfer 
agency."  "  The  bona  fide  holder  of  every  certificate 
iisued  by  either  of  these  transfer  agents  has  a  pecu- 
niary and  direct  claim  against  the  Corporation, 
{the  Bank  of  Kentucky,)  either  to  be  admitted  as  a 
Co-operator  of  the  Bank,  or,  if  that  is  impractic- 
able FROM  The  bxcessive  issue  of  stock,  to  be 

COMPENSATED  BY  THE  BaNK  FOR  THE  FRAUD  PRAC- 
TICED   UPON    THEM." 

Many  more  equally  pertinent  extracts  might  be 
made,  but  the  above  will  suffice.  It  is  not  in  my 
power  to  add  by  comments  to  the  strength,  the 
clearness,  the  convincing  force  and  ihe  pure  justice 
of  the  doctrines  thus  deliberately  declared  by 
those  distinguished  tribunals  of  our  sister  State. 

I  deem  it  scarcely  necessary  to  allude  to  anoth- 
er very  serious  objection  to  the  ground  of  non- 
liability assumed  by  the  New  Haven  Railroad 
Company.    I  mean  the  utter  impracticability  of 


determining,  by  any  certain  or  definite  rule,  which 
of  the  certiflcajtes  of  stock  now  outstanding  are 
for  oveT'issues.  \  In  some  cases  this  probably  may 
be  done  ;  but  irt  multitudes  it  certainly  cannot  be. 
Thus,  if  A.,  owcing  fifty  shares  of  s  ock  admitted 
to  be  properly  issued,  and  fifty  alleged  to  be  im- 
properly issued,  sells  the  whole  to  B,  to  whom 
one  certificate  for  the  one  hundred  shares  is  de- 
livered; B.  sells  fifty  shares  to  C,  (and  a  certifi- 
cate is  issued  to  him,)  and  fifty  shares  to  D.,  (to 
whom  also  a  certificate  is  issued,)  does  C.  or  does 
D.  hold  the  stock  lawfully  issued?  A  satisfactory 
answer  to  this  question  would  require,  I  apprehend, 
a  more  scientific  "book-keeper"  than  the  world 
has  yet  produced,  or  will  produce,  so  long  as  the 
intellect  of  man  remains  finite.  And  certainly 
this  Company  cannot  contend  for  exemption  from 
liability,  when,  from  the  nature  of  the  case,  there 
is  no  rule  by  which  their  liability  or  non-liability 
can  be  determined. —Otber  instances  might  l>e 
mentioned,  in  which  it  would  be  equally  impossi- 
ble to  determine  within  which  class  the  stock  fell ; 
but  it  cannot  be  necessary  to  enlarge  on  this 
point. 

I  am  strongly  confirmed  in  the  correctness  of 
the  opinion  I  now  advance  by  its  entire  consonance 
to  honesty  and  good  morals.  It  is  the  beauty  and 
the  boast  of  the  common  law  that  its  foundations 
are  laid  deep  in  intkgrity,  that  it  is  imbued  with 
a  strong  and  abiding  sense  of  justice,  and  tolerates 
no  cheat  or  deception  : — These  benign  principles 
would  manifestly  be  disregarded,  and  continued, 
if  a  principal  is  permitted  to  cast  on  innocent  third 
persons  the  injuries  consequent  on  the  fraudulent 
conduct  (fraudulent  as  to  the  principal)  of  his 
agent  in  the  conduct  of  his  (the  principal  »)  busi- 
ness. These  are  principles  too,  which  commend 
themselves  instinctively  to  the  conscience  and  to 
the  approval  of  all  disinterested  persons.  And  I 
venture  to  say  that  there  is  no  one  in  the  commer- 
cial and  financial  circles  of  this  metropolis  who 
values  his  character  for  integrity  and  who  stands 
impartial  between  these  parties,  who  would  act 
decisively  reject  the  doctrine  contended  for  in  bo- 
half  this  Railroad  Company. 

Sir  Mathew  Hale,  in  his  history  of  the  commoa 
law  (p.  61)  says: — "That  the  common  law  is  the 
just,  known  and  common  rule  o(  justice  and  right 
between  man  and  man," — and  in  another  place, 
that  "the  guide  for  ascertaining  the  rule  of  the 
common  law  is  the  common  reason  of  the  thing." 
In  these  sentiments  I  entirely  concur ;  and  on 
them  the  honest  holder  of  the  stock  in  question 
may  safely  rest  their  claims  for  indemnity  against 
the  Company. 

It  cannot  have  escaped  the  observation  of  the 
most  superficial  and  indifferent,  that  the  ground 
assumed  by  the  Company,  if  successfully  main- 
tained, would  materially  injure  the  value  of  the 
hundreds  of  millions  of  stocks  of  corporations  ex« 
isting  in  this  country  and  held  by  persons  in  eve- 
ry condition  of  life. — No  man  could  be  safe  in  the 
possession  of  this  species  of  property ,it8  transfer ^ 
would  be  seriously  impeded  if  not  entirely  check- 
ed ;  and  financial  evils  and  troubles  would  arise  in 
ruinous  abundance.  I  will  not  dwell  on  this 
point;  its  truth  a^d  its  seriousness  must  be  mani- 
fest to  all. 

This  opinion  is  already  too  extended,  'ihe  im- 
portance of  the  case  is  my  apology  for  its  length. 
Its  result  is,  that  the  New  Haven  Railroad  Com- 
pany are  liable  to  the  bona  fi-le  holders  of  the  stock 
over-issued  be  Robert  Schuyler  as  their  Transfer 
Agent ;  and  that  as  the  holders  cannot  Im^  admit- 
ted as  co-operators  of  the  Company  in  consequence 
of  the  excessive  issue  of  stock,  they  are  to  be 
compensated  by  the  Company  for  the  fVaud  prac- 
tised on  them,"  by  the  payment  of  such  sums  as 
will  fully  indemnify  them. 

It  will  be  observed  that  throughout  this  opinion, 
I  have  used  the  terms  ''bona  fide  holders"—  "hon- 
est hoUers," — all  entitled  to  apply  to  the  Compa- 
ny for  remuneration  must  be  of  that  description. 
It  is  possible  that  there  may  be  "holders"  who 
have  taken  the  stock  under  such  circumstances  as 
to  render  them  legally  chargeable  with  notice  of 
Schuyler's  fraudulent  condact ;    if  so,  they  are 
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not  in  a  legal^sense  >."*<>««  fide''  or  "honest  .hold- 
ers" and  woald  not  be  eDtitkd  to  indemnity.  1 
do  not  know,  nor  have  I  heard  of  any  such  case  ; 
and  I  mention  thia  matter  merely  to  show  that 
the  terms  "bona  fide''  and  "honest"  have  been 
used  by  me  intentionally  and  carefully. 

CHARLES  P.  KIRKLAND, 
Jaunccy  Court,  39  Wall  street. 
Nbw  York,  October  14th,  1854, 


as 


Jonrnal  of  Railroad  Ii«wr. 

THE    RIGHT   OF    LAYING    RAILROADS    IN    CITIES. 

The  Courts  of  Ohio  as  well  as  those  of  our  own 
State  seem  disposed  to  look  with  favor  upon  City 
Railroads.  The  subject  was  lately  discussed  in 
the  Superior  Court  of  Ohio,  at  its  General  Term, 
in  the  case  of  Sargeant  vs.  the  Ohio  and  Mississip- 
pi Railroad  Company.  A.  petition  had  been  pre 
sented  to  enjoin  the  defendants  against  laying 
their  track  on  West  Front  street,  Cincinnati,, 
authorized  by  the  City  Council  of  that  city. 

The  Court  held  that  the  City  Council  had  full 
authority  to  grant  the  privilege  in  question,  and 
that  they  were  the  proper  judges  as  to  whether  it 
was  expedient  so  to  do.  And,  although  the  or 
iginal  grantor  of  >he  street,  may  have  dedicated  it 
to  the  public,  for  the  purpose  of  an  ordinary  tho 
roaghfare,  still  the  City  Counsel  were  noi  preclud- 
ed from  appropriating  to  a  new  use,  provided  the 
new  usb  was  just  and  proper  in  itself  and  nowise 
inconsistent  with  the  use  originally  contemplated 
by  the  party  who  had  ceded  the  land  in  question, 
to  the  city  of  Cincinnati.  The  grant  which  the 
defendants  bad  obtained  from  the  City  Council  did 
not  secure  them  any  exclusive  use  of  the  street, 
bat  only  a  privilege  of  tracks,  which  as  it  was 
shewn  by  proofs,  rather  improved  than  injured  the 
road  Ai*  a  highway.  In  other  cities  railroads  had 
been  found  conducive  to  public  convenience,  and 
the  Common  Council  had  the  power  to  authorize 
them  at  their  discrttion. .  Injunction  denied. 

DAMAGES  FROM  THE  DEATH  OF  A  PARTY  INJURED   BY 
A  RAILROAD  CAR. 

The  Superior  Court  of  our  ciiy,  last  week  tried 
the  vigoronslj  contested  case  of  Becker  against 
the  Third  Avenue  Railroad  Company,  in  which  no 
little  difficulty  was  experienced  in  determining 
whether  the  fatal  injury  sustaiiied  by  the  party 
whose  death  on  the  Railroad  gave  occasion  to  the 
action  resulted  from  the  negligence  of  the  deceas- 
ed, from  that  of  the  defendants,  or  from  that  of 
the  deceased  and  the  defendants  together.  The 
question  of  damages  was  al.so  very  fully  discussed 
In  connection  with  the  following  statutory  pr«vi- 
Bion  by  which,  in  our  State,  actions  for  recovering 
competi.sation  for  death  caused  by  the  wrongful 
acts  of  Railroad  agents  is  regulated. 

"Every  isuch  action  shall  be  brought  by  and  in 
the  names  of  the  personal  representatives  of  such 
deceased  person,  and  the  amount  recovered  in 
any  such  action  shall  be  for  the  exclusive  benefit 
of  the  widow,  and  next  of  kin  of  such  deceased 
person,  and  shall  be  distributed  to  such  widow 
and  next  of  kiu  of  such  deceased  person,  in  the 
proportion  provided  by  law  in  relation  to  the  dis- 
tribution of  personal  property  left  by  persons  dy- 
ing intestate  ;  and  in  any  such  action  the  jury 
may  give  such  damages  as  they  shall  deem  a  fair 
and  just  compensation  not  exceeding  S5,000  with 
reference  to  the  pecuniary  injuries  resultivg  frovi 
such  death  to  (he  wife  and  next  of  kin  of  such  de- 
ceased person,  provided  that  such  action  shall  be 
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commenced  within  two  years  after  the  death  of 
such  person.     Laws  of  1844. 

Slosson,  Justice,  charged  the  jury,  that  the  plain- 
tifif  could  not  recover  if  the  death  of  the  party  in- 
jured had  be«n  occasioned  either  wholly  or  in  part 
by  his  own  negligence.  And  also,  in  order  to  as- 
certain the  appropriate  amount  of  damages  they 
must  inquire  solely  how  far  the  bereaved  family 
has  been  pecuniarily  injured  by  the  death  in  ques 
tion  without  in  any  way  taking  into  consideration 
the  grief  or  tho  loss  of  society  to  which  it  had 
subjected  them.  The  jury  should  also  consider 
that  the  children  of  the  deceased  had  attained  an 
age  and  capacity  which  relieved  them  from  de- 
pendence on  paternal  support,  and  this  fact  must 
materially  afl^ct  the  question  of  pecuniary  dam- 
age. 

The  jury  rendered  a  verdict  for  six  cents  for 
plaintiff.         ,  '-^         .  -     -^ ,.       '_•   .-;.-,.    •.:)•. - 


INFRINGEMENT    OF    VESTED    RIGHTS    BY    A    COMBINA- 
TION OF  RAILROAD  COMPANIES. 

Boston  and  Lowell  R.  R.  vs.  Boston  and  Maine 
Salem  and  Lowell,  and  Lowell  and  Lawrence 
Railroads. — This  was  a  bill  equity  by  which  the 
plaintiff  corporation  seeks  to  enjoin  the  defendant 
corporations  from  combining  certain  sections  of 
their  roads,  so  as  to  form  a  continuous  line  of 
travel  from  Boston  to  Lowell,  for  the  purpose  of 
transporting  passengers  and  merchandise  without 
change  of  cars.  The  defendants  filed  a  general 
demurrer.  Chief  Justice  Shaw  delivered  the  opin- 
ion of  the  court,  which  was  substantially  as  fol- 
lows :  The  plaintitf  Corporation  was  chartered 
June  5,  1830,  to  construct  a  railroad  from  Boston 
to  Lowell.  By  section  5,  a  toll  was  granted,  for 
the  sole  benefit  of  said  corporation,  upon  all  pas- 
sengers or  merchandise  conveyed,  at  such  rates 
as  agreed  on  by  the  directors,  with  the  provisio, 
that  at  the  expiration  of  four  years,  and  every  four 
years  thereafter,  if  the  profits  exceeded  10  per 
cent,  the  Legislature  might  alter  and  reduce  the 
tolls.  By  section  7,  the  Corporation  was  held  to 
pay  all  damages  for  land  taken  for  the  road. — 
Section  12  provided  that  no  other  railroad,  withis 
30  years,  leading  from  Boston,  Chailestown,  or 
Cambridge  to  Lowell,  or  from  those  places  to  any 
place  within  five  miles  of  the  northern  termination 
of  said  tf.  and  L.  Railroad,  should  be  made  ;  pro- 
viding (among  other  things  not  now  material  to 
be  considered)  that  the  Legislature,  after  the  ex- 
piration of  10  years,  might  purchase  said  road  up- 
on certain  conditions  set  forth  in  the  act. 

This  was  one  of  the  earliest  acts,  and  the  power 
supposed  to  be  necessasy  was  granted  in  very  gen 
eral  terms.  The  restrictions  were  not  so  great 
then  as  at  present.  Tht  plaintiSs  in  their  bill 
proceed  to  aver  that  they  accepted  the  charter 
and  constructed  the  road  for  the  carrying  of  pas- 
sengers and  merchandize ;  that  they  have  an  in- 
terest in  the  just  and  reasonable  gains  and  profits 
of  their  road,  and  so  they  ask  that  the  provisions 
of  section  12  in  their  favor  may  be  enforced.  The 
bill  then  sets  out  the  several  acts  by  which  the  de- 
fendants were  incorporated,  and  alleges  that  by 
the  construction  of  nearly  parallel  lines  between 
Boston  and  Lowell,  through  Charlesti.'wn  and  oth- 
er places,  their  property  has  been  injured  and 
their  chartered  rights  infringed,  That  the  defen- 
dants arranged  to  carry  passengers  and  merchan- 
dize from  Boston  to  Lowell,— advertised  their  route 
as  the  railroad  route  between  theso  cities — sold 
season  tickets  and  tickets  in  packages, — engaged 
agents  to  decry  the  plaintiffs  road  and  induce  pas- 
sengers to  go  upon  their  road,  &c.,  &c,  The  plain- 
tiffs further  allege  that  in  addition  to  what  they 
have  already  done,  they  now  propose  to  run  entirely 
through  without  change  of  cars,  and  aver  that 
they  w  ill  be  injurious  to  tiieir  rights.  The  plain- 
tifft  ask  for  an  account  of  tolls,  &c  ,  pray  for  dis- 
covery, account  and  relief,  &c.  By  agreement  of 
parties  the  case  will  be  determined  as  if  a  supple- 
mental bill  and  demurrer  had  been  filed,  and  upon 


the  construction  of  the  several  acts  of  the  Legis- 
lature, incorporating  the  several  roads. 

The  main  question  is,  what  are  the  rights  of  the 
plaintiffs  under  their  act  of  incorporation  1  This 
was  one  of  the  earliest  acts  concerning  railroads, 
and  there  was  no  little  foresight  of  the  nature  of 
railroads  that  they  were  regarded  as  Iron  Turn- 
pikes, upon  which  any  person  could  travel  with 
his  car,  subject  to  rules,  &c.,  and  the  directors 
wore  authorized  to  erect  tollhouses,  establish 
gates,  appoint  toll  gatherers,  and  demand  toll  upon 
the  road.  When  Uie  Western  railroad  was  char- 
tered this  had  been  found  to  be  impracticable,  and 
for  the  purpose  of  preventing  frightful  collisions, 
the  legislature  placed  the  number  and  use  of  cars 
under  the  entire  control  of  the  directors.  It  is 
obvious  also  that  the  legislature  had  no  idea  of 
the  cost  of  such  a  road,  whether  S500,000  or  Sl,- 
800,000.  Under  such  circumstances,  it  would  be 
natural  for  the  legislature  to  oflf^r  such  terms  as 
would  induce  capitalists  to  embark  in  such  an  uu 
tried  enterprise.  The  directors  were  authorized 
to  prescribe  tolls,  subject  to  the  limitation  of  10 
per  cent,  profit ;  this  was  an  extraordinary  power. 
In  construing  this  act,  we  ought  to  bear  in  mind 
the  time  when  it  was  passed,  and  consider  the 
whole  and  all  its  parts.  It  is  a  contract  between 
the  legislature  and  the  undertakers,  and  the  terms 
they  used  makes  the  bargain  between  them.  That 
the  authority  to  construct  a  railroad  from  Boston 
to  Lowell,  was  regarded  as  a  public  and  not  a 
private  contract,  is  evident  from  the  grant  to  take 
private  property  in  its  construction,  which  can 
only  be  done  for  public  uses.  The  corporation 
are  said  to  bo  the  owners  of  the  road,  and  so  they 
are  in  a  certain  sense,  but  it  is  to  be  regarded  as 
a  public  road.  In  no  other  view,  could  the  Legis- 
lature authorize  them  to  take  private  property — 
not  if  chey  were  a  private  corporation  in  the  sense 
that  a  Bank  is  private.  Turnpikes  are  held  to  be 
of  the  same  public  nature,  so  that  it  is  not  in  the 
power  of  the  corporation  to  determine  who  shall, 
or  who  shall  not  use  their  turnpike,  provided  they 
(those  who  use  it)  comply  with  the  rules  estab- 
lished. It  is  evident  then  that  this  is  a  public 
corporation,  and  at  the  time  of  the  charter,  it  was 
also  evident  that  a  largo  amount  of  capital  would 
be  required.  How  were  the  owners  of  this  capi- 
tal to  be  reimbursed  1  By  taking  toll,  and  this 
is  a  public  right — it  is  one  of  the  indicia  of  public 
franchises. 

We  come  then  to  the  section  upon  whicn  the 
stress  of  the  argument  is  laid — the  section  by 
which  grants  to  other  railroad,sare  restricted.  It 
was  the  whole  act — all  its  liabilities  and  all  its 
rights — which  was  to  determine  the  petitioners  to 
accept  or  to  reject  it.  They  were  not  bound  by 
it  until  they  accepted  it.  The  first  act  in  1792 
which  incorporated  the  West  Boston  Bridge  made 
it  a  condition  of  their  charter  and  right  to  take 
toll,  that  they  should  pay  a  certain  sum  or  pro- 
portion to  Harvard  College.  It  was  supposed  that 
this  would  be  so  onerous  that  it  was  not  accepted 
until  a  second  charter  relieved  them  so  that  they 
were  only  to  pay  such  sum  in  connection  with  the 
Charles  River  Bridge.  In  the  present  case,  the  en- 
hanced value  of  the  road  from  its  exclusive  right  to 
run  between  Boston  and  Lowell,  was  a  part  of  the 
contract  between  the  petitioners  and  the  Legisla- 
ture. We  must  now  consider  the  situation  of  the 
parties  to  this  contract — the  subject  matter,  legal 
effect  and  operation  of  the  contract.  It  was  made 
between  the  government  and  its  subjects,  putting 
certain  restrictions  upon  the  power  of  the  govern- 
ment. It  was  a  stipulation  that  no  similar  grant 
should  be  made  by  the  Legislature.  This  is  said 
to  be  an  executory  contract;  but  in  some  sense  it 
may  be  both  executed  and  executory.  So  far  as 
it  is  a  present  grant  it  is  executed ;  so  far  as  it 
gives  further  rights,  it  is  executory.  The  same 
may  be  said  of  a  deed  of  real  estate.  The  same 
rule  holds  with  government  as  individuals,  as  was 
decided  by  the  S.  C.  U.  8.  in  the  case  of  the  sales 
of  land  by  Indians  in  Georgia,  which  was  held  to 
be  a  contract.  A  contract  made  by  statute  has 
the  same  solemnity  acd  effect  as  &  grant  of  ex- 
clusive rights  in  terms.    We  think  that  under  this 
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act  no  other  direct  railroad  between  B.  and  L. 
could  be  made  under  the  authority  of  the  Legis- 
lature, having  already  granted  all  their  powers  to 
this  effect.  In  the  Charles  River  Bridge  and  the 
Warren  Bridge,  it  was  held  that  the  charter  gave 
•iCiclusive  right  to  the  travel :  but  it  was  to  some 
extent,  a  question  of  fact  as  to  what  was  the  line 
of  travel.  The  act  by  which  the  plaintiffs  were 
incorporated  intended  to  bind  the  hands  of  the 
Legislature  from  authorizing  any  other  parties 
taking  the  same  toll,  provided  they  complied  with 
section  5,  and  also  provided  the  Legislature  might 
purchase.  That  section  (5,)  gave  other  parties 
the  right  to  enter  said  road,  but  upon  condition 
that  they  pay  such  toils  as  were  demanded.  It  is 
manifest  that  this  restriction  was  for  the  benefit 
of  the  corporation.  If  purchased  by  the  Govern- 
ment then  the  Government  had  the  control  of  the 
right  again.  We  think,  then,  the  Legislature  in- 
tended to  grant  an  exclusive  right,  to  some  ex- 
tent, for  the  term  of  30  years.  Have  the  Legis- 
lature a  right  to  make  a  law  which  shall  bind 
their  successors  1  Within  reasonable  limits  we 
think  they  may  make  grants  binding  them  and 
their  successors.  They  may  make  laws,  but  it 
does  not  follow  that  they  may  repeal  contracts 
which  are  binding  on  people.  This  is  well  sup- 
ported by  reason  and  authority.  A  grant  of  land 
is  generally  in  the  form  of  a  law,  but  still  it  is  a 
contract ;  and  the  legislature  has  no  right  to  re- 
peal it.  The  constitution  of  the  U.  S.  imposes 
that  restriction  on  Legislative  power.  The  case 
of  the  Piscataqua  Bridge,  7,  N.  H.  Reports,  is  in 
point ;  so  Livingston  v  Van  Ingen,  9  Johnson  R. 
Within  reasonable  limits,  the  legislature  has  a 
right  to  limit  the  public  rights.  This  is  recogniz- 
ed in  the  case  of  Chas.  R.  Bridge  v.  Warren 
Bridge.  In  that  case  there  was  a  question  of 
fact,  whether  the  Legislature  had  granted  an  ex- 
clusive right.  It  was  not  doubted,  that  the  Legis- 
lature might  grant  toll  on  the  travel  for  limited 
recompense  for  the  risk,  expense  and  trouble.  In 
such  cases,  it  is  evident  that  both  parties  have 
this  in  their  minds.  In  the  vast  variety  of  acts 
passed,  it  has  been  considered  as  binding  between 
governments  and  subjects.  But  how  binding  1 
Not  that  the  government  can  be  used  —but  binding 
in  honor  and  good  faith.  In  so  many  instances 
have  the  legislature  been  called  to  modify  char- 
ters, that  it  is  now  generally  provided  that  the 
legislature  may  alter  or  modify. 

The  Legislature  has  the  right  to  take  property 
by  the  right  of  eminent  domain.  It  has  right  be- 
cause it  is  necessary  to  its  existence.  But  this 
right  does  not  interfere  with  the  rule  that  it  can- 
not repeal  or  impair  contracts.  This  year,  the 
Legislature  grants  land ;  this  year,  it  may  resume 
it — but  it  must  pay  for  what  it  takes,  and  so  does 
not  revoke  its  grant.  The  right  to  exercise  this 
right  of  eminent  domain  is  undeniable,  but  the  ex- 
ercise of  power  is  coupled  with  the  obligation  to 
pay.  This  the  bill  of  rights  requires — that  is, 
that  Qovernment  make  adequate  compensation. — 
How  1  It  is  not  for  the  government  to  say  we 
will  estimate — will  take  SIO.OOO  and  estimate  it 
at  $1000.  This  was  held  in  one  of  the  earliest 
cases — the  case  of  the  bridge  across  the  Merrimac 
at  Haverhill.  The  act  by  which  the  property  was 
taken  made  no  provision  for  a  jury  to  estimate 
the  value,  but  appointed  commissioners  of  its  own 
choosing.  The  grant  was  held  to  be  void  because 
there  was  no  jury  called  to  estimate  the  value  of 
property  taken.  We  see  no  reason  why  personal 
property  as  well  as  real — intangible  as  well  as  tan- 
gible— or  even  chosesin  action — may  not  be  taken 
under  this  right,  provided  compensation  be  made; 
Vide  the  case  of  Di.xon  v.  West  River  Brige,  of  7 
Howard  R.  where  the  Commissioners  laid  out  a 
road  over  a  corporate  bridge.  This  was  held  to 
be  a  violation  of  contract,  but  the  case  recognizes 
the  right  to  take  the  franchise  by  the  tight  of  em- 
inent domain. 

But  in  the  several  acts  passed  in  incorporating 
the  defendant  corporations,  did  the  Legislature 
intend  to  exercise  its  right  of  eminent  domain 
by  taking  tt  e  franchise  of  the  plaintifis  1  We  think 
not. 


It  is  said  that  if  the  defendants  have  done  as  is 
alleged,  they  have  acted  under  the  act  of  1852, 
and  so  that  the  plaintiff's  remedy  is  in  damages, 
and  not  by  injunction.  If  they  are  acting  right- 
fully, under  the  aathority  of  the  Legislature,  ex- 
ercising its  right  of  eminent  domain,  then  dama- 
ges are  to  be  applied  for.  It  is  said  that  under 
the  several  acts  of  the  Legislature,  they  have  uni- 
ted to  form  a  single  road,  and  that  the  taking  of 
the  plaintiffs  property  under  these  acts  is  an  ex- 
ercise of  the  right  of  eminent  domain  by  the 
government,  and  so  the  remedy  is  by  damages. 
But  it  is  a  question  of  the  intention  of  the  Legis- 1 
lature  to  exercise  this  right.  This  is  no  contract  i 
that  the  Legislature  may  exercise  this  right,  and ! 
if  it  take  by  that  right  without  compensation, 
such  an  act  is  simply  void  by  the  Bill  of  Rights. 
If  this  right  is  not  exercised,  then  no  right  is  given 
and  no  damages  can  be  claimed.  The  act  of  1852 
says  the  respondents  may  enter  plaintiffs'  road 
according  to  law.  Now  the  12th  section  of  the 
plaintiffs'  charter  provides  the  terms  upon  which 
the  respondents  may  enter.  That  is  the  law  ac- 
cording to  which  they  may  enter.  The  act  ex- 
pressly negatives  the  right  of  the  respondents  to 
take  or  impair  the  rights  of  the  plaintiffs. 

We  think  the  plaintiffs  obtain  some  just  rights 
to  the  exclusive  use  of  a  continmous  railroad  from 
Boston  to  Lowell.  The  result  is,  that  the  respon- 
dents have  no  right  to  run  a  continuous  road  un- 
der an  agreement  to  share  profits,  by  one  contin- 
uous train  from  one  terminus  to  the  other — to  ad- 
vertise to  take  passengers  in  such  manner — or  to 
issue  tickets  far  this  course.  The  plaintiffs  are 
entitled  to  a  decree,  which  must  be  drawn  with 
care.     Demurrer  overruled. 


Tli«  Hanagement  of  Eng^lUli  Rallwray  Pro- 
perty. 

If  one  man  in  the  same  station  of  life,  and  hav- 
ing to  sustain  like  charges,  i>ossess  a  much  larger 
income  than  another,  and  yet  is  constantly  in  dif- 
ficulties, while  the  other  is  in  affluence,  we  have 
no  doubt  as  to  the  cause  of  his  misfortunes — mis- 
management. He  may  be  extravagant  or  ambi- 
tious to  unduly  enlarge  his  possessions.  In  some 
way  he  mismanages. 

The  English  railways  have  a  much  larger  income 
per  mile  than  the  French,  and  yet  their  dividends 
are  much  smaller. 

There  is  but  one  cause  for  the  marked  superior- 
ity of  the  French  railways  considered  in  a  divid- 
end point  of  view.  Management  expresses  the 
cause  of  difference.  The  French  railways  are 
managed  commercially  well ;  the  English  badly. 

In  France  they  treat  a  railway  as  a  commercial 
undertaking.  The  first  question  is  its  capital  cost ; 
the  next  its  revenue,  working  expenses,  and  pro- 
fit. If  it  is  not  very  clear  that  the  annual  profit 
will  bear  a  good  per  centage  of  the  capital  cost, 
the  project  finds  little  favor  at  the  hands  of  the 
French  Government  and  speculators.  The  busi- 
ness of  railways  generally  is  naturally  so  excel- 
lent that  it  is  seldom  the  highest  estimate  of  traf- 
fic is  not  fully  borne  out.  The  rule  that  the  ac- 
tual traffic  exceeds  the  estimated  in  the  first, 
second,  or  third  year,  and  afterwards  goes  on  in- 
creasing as  if  the  nature  of  it  were  perpetual 
youth,  forever  progressing  towards,  but  never 
reaching  maturity.  The  expansive  properties  of 
railway  traffic  has  in  no  case,  not  on  the  oldest 
line,  yet  reached  a  limit.  Half-year  upon  half- 
year,  and  year  upon  year,  it  rises ;  and  the  older 
a  line  gets,  the  more  evident  are  its  unbounded 
powers  to  expand  its  trade.  This  year  there  shall 
be  a  Great  Exhibition;  the  traffic  rises  to  an  un- 
usual extent.  In  the  next  shall  come  war  and 
cholera,  but  though  the  traffic  be  denressed,  it 
will  yet  overtop  to  some  extent  the  traffic  of  the 
preceding  year ;  while  the  succeeding  year's  traffic 
shall  advance  greatly  on  the  second  year's.  Cir- 
cumstances may  occur  to  unusually  raise  and  de- 
press, causing  some  irregularity,  but  still  the 
course  is  universally  upward.  We  know  of  no  ex- 
ception. The  calculations  of  the  French,  like 
those  of  the  English,  are  amply  sustained  in  the 
traffic  department.    It  is  in  the  capital  account 


*-^ 


-.'flj^t •rf.*,,.  .Jaj-iir"/. 


'^»^i^  ?f 


■?^i',':  >q.^ 


^>fik* 


the  French  manage  so  much  bett*^r  than  wf.  They 
are  more  careful  in  this  most  important  respect. 
Gold  may  be  purchased  too  dearly,  and  a  railway, 
however  rich  its  traffic,  may  be-  msidc  at  so  high  a 
cost  as  to  preclude  the  possibility  of  a  remunera- 
tive return  from  it  in  the  course  of  the  present 
generation.  French  railways  seldom  exceed  their 
estimated  cost,  and  they  are,  in  the  second  place, 
generally  so  judiciously  selected,  that  much  of  the 
heavy  work  too  oflen  noticeable  in  England  is 
avoided.  Lilw  ourselves,  the  French  are  not 
without  dare-devil  engineers  who  would  rather 
tunnel  through  the  backbone  of  England  than  lay 
the  rails  on  an  even  surface,  but  ina.<imuch  as  they 
look  more  to  cost,  their  dividend-destroying  incli- 
nations are  restrained.  It  is  with  them  a  principl*) 
of  action  to  build  to  pay  as  well  as  to  show  the 
world  the  genius  in  works  of  art  they  possess.  A 
glance  at  the  cost  of  railways,  as  stated  in  our 
traffic  table,  will  show  that  the  French  trunk  lines 
cost  about  £25,000  per  mile,  while  ours  cost  £50,- 
000.  Had  they  half  our  traffic  per  mile,  the  per- 
centage of  working  expenses,  being  as  it  is  about 
the  same,  they  would  have  the  same  amount  of 
dividend.  They  onjoy  traffics  much  more  than 
half  ours,  but  not  as  much,  mile  for  mile.  Con- 
sequently, they  return  considerably  higher  divid- 
ends. In  England  we  have  one  solitary  instance 
of  a  trunk  lino  costing  about  the  French  average, 
namely,  the  Lancaster  and  Carlisle,  which  has 
cost  £22.000  per  mile.  The  traffic  of  this  line  per 
mile  falls  very  far  short  of  that  of  the  London 
and  North  Western,  Great  Western,  and  other 
trunk  lines  in  England,  but  its  capital  cost  per 
mile  being  less  than  half  that  of  the  trunk  lines 
named,  accounts  for  its  dividend  being  8  pf r  cent, 
per  aanum,  while  the  dividends  of  tbu  lines  of 
larger  traffic  are  5  and  4  per  cent,  per  annum. 

The  English  railways  have  not  been  managed 
commercially  well.  Their  managers  have  general- 
ly taken  a  higher  flight,  and  directed  the  affaire 
of  a  company  according  to  a  certain  policy  as  ad- 
mirable for  acquiring  increased  territory  as  it  is 
deplorable  for  reducing  dividends.  The  old  Lon- 
don and  Birmingham  line  used  to  pay  10  percent, 
per  atmum;  the  Grand  Junction,  10  percent.; 
the  Liverpool  and  Manchester,  10  per  cent. ;  the 
York  and  North  Midland,  10;  the  Berwick,  9;  the 
Great  Western,  8,  &c.  Notwithstanding  the  er- 
rors of  the  English  system,  our  railways  paid  ad- 
mirably after  a  few  years'  opening.  The  costly 
injustice  of  Parliament,  the  robberies  of  land- 
owners, the  long  bills  of  lawyers,  the  follies  of  en- 
gineers, the  frightful  prices  of  contractors,  the 
jobbing  of  speculators,  were  all  covered,  in  addi- 
tion to  the  fair  cost  of  a  line. 

The  dividends  were,  as  we  have  said,  10  and  8 
per  cent,  on  the  full  coat.  At  length,  however, 
the  speculators  and  projectors  began  their  work 
of  introducing  new  lines  wholesale ;  the  Director* 
of  the  old  Companies  being  both  weak  and  am- 
bitious enough  to  fear  th^  competition  of  *uch 
lines,  and  to  be  desirous  of  grasping  an  increased 
territory ;  and  Parliament  was  wicked  enough,  or 
so  ill-judged,  as  to  aid  and  aln-t  the  speculation, 
extracting  <-it  the  same  time  from  the  railway  Com- 
panies new  concessions  for  the  public.  Thus 
branches  and  extensions,  three  or  four  times  as 
long  as  the  trunks,  poor  in  traffic,  but  nearly  as 
costly,  were  made,  purchased,  or  guaranteed : 
amalgamations  commenced ;  comp>etiiion  raised 
its  spiteful  head;  millions  were  spent  in  parlia- 
mentary warfare  ;  and  dividends  fell  to  6,  4,  8,  2, 
and  1  per  cent.  Some  Companit^,  such  as  the 
York  and  North  Midland,  which  formerly  paid  10 
per  cent,  during  many  years,  ceasing  to  pay  for  a 
time  any  dividend  whatever,  and  is  now  pa3ing  a 
miserable  dividend  of  21^  per  cent. 

The  Companies  wasted  millions  of  ready  cash 
in  Parliament  to  purchase  and  obtain  lines  that 
inflict  annual  losses  on  them.  They  burnt  the 
candle  at  both  ends.  Except  the  Lancaster  and 
Carlisle  Company,  the  companies  generally  pur- 
sued this  course.  We  may  cite  a  case  recently 
brought  promincLtly  before  the  public,  but  it  ia 
only  one  case  out  of  hundred.  Read  a  paragraph 
in  the  present  South  Eastern  Directors'  R«port : — 
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"Large  sums  have  already  been  lavished  in  pro- 
raotiug  losing  branches  and  lines,  entailing  a  heavy 
.-uinual  reduction  of  your  (the  Shareholders') 
dividends,  and  your  parliamentary  and  law  ezpen- 
teit  for  nine  vfnrf,  from  18-16  to  1853,  amounted  to 
£479,711  7s'  lid.,  averaging  the  enormous  sum  of 
£53,301  per  annum,  exclusive  of  the  cost  of  con- 
veyance of  land,  which  are  merged  in  the  land 
accounts."  Now,  what  did  this  parliamentary 
and  law  expenditure  by  one  English  Railway  Com- 
pany, amounting  to  the  enormous  sum  of  £479,711, 
purchase  1  Why,  it  purchased  a  host  of  heavy 
losses.  The  South  Eastern  Company  lose  £108,- 
000  a-vear  from  their  guaraii*eed  branches,  besides 
more  fv>r  other  undertakings,  the  subjects  of  life 
and  death  contentions  in  parliament.  The  South 
Eastern  paid  before  the  era  of  their  successful, 
but  expensive  campaigns  in  parliament,  dividends 
of  6  per  cent,  per  annum,  and  6  per  cent,  is  a  re- 
munerative rate.  But  in  this  day  of  enjoying  the 
fruits  of  their  parliamentary  labors,  what  do  they 
pay  1  Six  per  cent.  1  No.  Last  year  the  divid- 
end was  8}^  per  cent. ;  this  year  it  may  be  raised 
to  three  and  a-half  (3J)  per  cent.! !  That  is  the 
result.  And  yet,  ever  since  the  G  per  cent,  divid- 
ends were  paid,  the  revenue  of  the  old  line,  which 
yielded  the  6  per  cent.,  has  been  largely  increas 
ing.  The  fin.'iiicial  history  of  the  South  Eastern 
is  but  a  page  in  a  large  book,  telling  the  same  tale 
over  and  over  again  of  nearly  every  Railway  Com- 
pany in  England. 

Anieriean  Uuilroad  Journal. 

SaturilajTt  October  'Z8,  1854. 


;  ■  G«ation« 

Ab  we  understand  a  man  named  Crawford  has 
been  preseutir.g  bills  to  several  of  the  advertisers 
in  the  Jjuraal,  purporting  to  emanate  from  this 
office,  .and  to  be  for  sums  due  the  Journal,  we 
deem  it  our  duty  to  put  our  patrons  on  their 
guard.  .     •      .  -./; 

Monies  due  this  oflSco  should  bo  paid  to  no  one 
outside  the  office  except  the  «;ditor,  proprietors, 
or  Mr.  N.  Davidson,  their  business  agent ;  or  some 
person  showing  their  written  authority  to  receive 
Ihcm. 


Tbe  > -Times." 

The  condition  of  moneUuy  affairs,  contrary,  we 
arc  sorry  to  say  to  what  appeared  to  be  a  reason- 
able expectation,  do  not  materially  improve  ;  and 
although  there  is  some  recovery  in  the  market 
price  of  .securities  from  the  lowest  point  of  their 
recent  depression,  caused  to  some  extent  by  a  feel- 
ing approaehing  a  panic,secuiitics,  in  the  soundcss 
of  which  no  flaw  can  be  picked,  are  selling  all  the 
way  from  15  to  30  per  cent,  below  the  standard  of 
ordin.irily  -easy  times,  and  such  whose  value  is  in 
any  way  hypothetical,  cannot  te  sold  at  any  price. 
As  a  necessary  consequence  raiIro<ads  are  in  great 
want  of  money,  which  is  kept  at  very  high  rates 
by  their  necessities.  The  stringency  thus  created 
reacts  upon  tbe  commercial  classes,  who  .suddenly 
find  trade  in  all  its  branches,  reduced  to  nearly 
one-half  of  its  former  bulk  by  an  almost  universal 
curLiilment  of  purchases,  particularly  of  luxuries, 
and  by  the  discontinuance,as  far  as  po8sible,of  work 
upon  all  our  public  improvements.  Capital  is 
scarce,  business  very  dull,  and  confidence  in  al- 
most every  kind  of  investment  wanting.  To  ag- 
gravate the  present  state  of  things,  the  public 
mind  is  kept  in  constant  anxiety  and  alarm  by  new 
developments ;  by  failures  or  peculations,  the  re- 
sults of  overtrading,  and  overliving,  which  are  al- 


most daily  taking  place,  and  which  indicate  that 
some  time  must  yet  elapse  before  the  current  of 
business  affairs  shall  again  run  clear. 

The  present  condition  of  af  airs  in  this  country 
is  peculiar,  because  the  depression  of  railroad 
securities,  for  instance,  is  not  that  we  have  in  the 
whole  built  more  raitroiids  than  are  needed,  or 
that  these  works  are  not  productive ;  but  because 
the  accumulated,  or  available  capital  of  the  coun- 
try is  not  adequate  to  the  opportunities  for  in- 
vestment. Now,  it  would  naturally  be  supposed 
that  railroads  by  opening  an  outlet  to  the  farmer 
or  planter  would,  by  increasing  vastly  the  value 
of  their  products,  increase  in  a  like  degree  the  a- 
bundance  of  capital,or  of  money,  its  representative. 
Such  would  be  the  cisc,  did  the  infiuence  of 
railroads  stop  here.  But  assuming  that  a  railroad 
pays  fur  itself  in  a  given  number  of  years,  in  the 
manner  stated,  yet  immediately  upon  its  opening 
it  creates  a  dcm.ind  for  capital  three  or  four  times 
exceeding  its  cost.  To  see  how  it  does  this,  a 
person  has  only  to  travel  over  an/ new?  work.  The 
development  of  whatever  resources  the  route  pos- 
sess immediately  commences,  calling  for  machi- 
nery and  labor,  in  many  cases  to  an  immense  ex- 
tent, and  creating  a  demand  for  capital  that  never 
would  have  existed  but  for  the  road.  Suppose  a 
road  penetrate  a  district  abounding  in  iron  and 
coal,  upon  an  acre  of  which  a  million  of  dollars 
perhaps  may  be  well  expended.  If  through  an 
agricultural  section,  it  may  stimulate  the  produc- 
tive capacity  of  such  district,  involving  treble  the 
former  outlay.  No  matter  what  the  character  of 
the  country,  the  fact  is  the  same.  It  must  be 
borne  in  mind  that  this  is  an  undeveloped  country, 
and  where  to  day  is  a  wilderness,  in  a  year  from 
this  time  may  be  the  seat  of  a  large,  active  and 
flourishing  commercLil,  or  manufacturing  commu- 
nity. In  addition  to  the  demand  for  capital  cre- 
ated by  causes  stated,  the  cost  of  our  railroads, 
which  keeps  paco  with  their  earnings,  increases 
with  extraordinary  rapidity,  aggravating  the  de- 
mand for  money  for  the  objects  described. 

The  present  abundance  of  securities  and  their 
low  price,  is  not  the  result  of  the  over-construc- 
tion of  railroads  in  the  same  sense  as  we  under- 
stand over-trading,  or  over-manufacturing,  or  the 
over-construction  of  railroads,  of  which  England 
furnishes  an  example.  Our  railroads  arc  well 
enough  in  themselves,  but  we  want  something  be- 
side. We  have  expended  so  much  of  our  capital 
in  them  that  we  have  not  enough  for  those  enter- 
prizes  or  objects  to  which  railroads  give  birth. 
Our  progress  has  to  a  certain  extent  been  one-sided. 
We  have  not  sufficient  capital  to  make  it  a  harmo- 
nious one.  Had  this  been  sufficieutjy  abundant, 
prices  of  railroad  shares  and  bonds  would  have 
been  maintained,  but  which  are  now  sacrificed  to 
meet  the  pressing  calls  caused  by  tbe  construction 
of  our  roads.  -'^  ■ 

We  think  this  explanation  of  the  existing  state 
of  affairs  is  sustained  by  tbe  fact,  that  our  rail- 
roads in  the  aggregate,  are  earning  a  fair  income 
on  the  cost ;  that  there  are  a  few  lines  whose  con- 
struction in  themselves  is  not  proper ;  and  by  the 
fact  which  is  apparent  without  argument,  that 
every  railroad  creates  an  immediate  demand  for 
capital  three  or  four  times  greater  than  its  cost. 
The  cause  of  the  present  demand  for  capital  and 
of  low  prices  is  not  that  this  capital  has  been 
wasted,  or  injudiciously  expended.     Had  it  been 


wasted,  then  it  would  not  have  been  followed  by 
the  sequences  which  we  now  witness.  The  demand 
it  creates  shews  it  to  be  alive  and  active. 

The  cause  being  explained,  the  remedy  for  hard 
times,  and  loiv  prices  is  plain — it  is  m4)re  capital. 
The  State  of  Ohio  has  expended  something  like 
$75,000,000  in  railroads.  She  now  has  a  pressing 
necessity  for  three  times  this  sum  to  meet  tbe 
wants  that  railroads  create.  Look  at  the  astonish- 
ing increase  of  Cincinnati,  Cleveland,  Columbus, 
Dayton  and  other  towns;  an  increase  due  mainly 
to  railroads,  and  see  what  an  immense  expenditure 
such  increase  involves.  Look  at  any  part  of  the 
State  and  see  how  production  is  stimulated,  tbe 
new  accommodations  that  are  required  to  meet 
the  increasing  volume  of  business;  steamboats, 
warehouses,  lands,  rolling  stock  for  railroads,  &c., 
Slc.  This  new  demand  has  raised  the  use  of  mo- 
ney to  Iwo  per  cent,  per  month  throughout  the 
State,  which  without  railroads  would  have  been 
a  drug  at  7,  the  ordinary  rate  of  interest.  This 
demand  will  continue,  and  with  it  a  depression  of 
securities,  till  the  wants  of  the  people  are  supplied 
by  the  creation,  or  importation  of  an  amount  of  ca- 
pital equal  to  existing  wants. 

While  the  present  stringency  in  the  money  mar- 
ket, and  low  prices  of  securities,is  satisfactorily  ex- 
plained without  impeaching  the  general  condition 
of  the  country,  or  the  extent  to  which  our  public 
works  have  been  carried,  there  is  no  doubt  that 
certain  evils,  or  excesses  have  grown  out  of  the 
rapid  progress  of  our  railroads  which  a  state  of 
affairs  like  the  present  was  necessary  to  disclose 
and  correct.  Over-trading  was  stimulated  by  the 
sudden  increase  in  tbe  ordinary  volume  of  trade, 
duo  in  part  to  the  business  developed  by  our 
roads,  and  to  the  enormous  sums  expended  in 
their  construction.  These  expenditures  have  to  a 
great  extent  ceased.  Tbe  demand  for  capital 
operates  to  check  the  consumption  o'  luxuries, 
consequently  the  preparation  of  the  mercantile 
classes  for  an  enormous  increase  of  business  has 
not  been  met.  To  a  greater  or  less  extent  country 
traders,  we  think,  have  been  led  to  invest  a  portion 
of  their  means  in  real  estate  speculations.  A 
certain  amount  of  improvidence,  too,  in  the  ex- 
cessive feeling  of  confidence  which  prevailed, 
crept  in  to  tbe  management  of  our  railroad  com- 
panies, which  as  it  comes  to  light,  is  exerting  a 
depressing  effect.  The  offi^pring  of  prosperity  is 
adversity.  We  have  to  be  chastized  into  good  con- 
duct, and  we  are  now  in  some  degree  paying  tbe 
penalty  for  a  period  of  good  fortune  of  unexamp- 
led continuance. 

With  these  views,  but  with  a  sincere  desire  to 
look  at  things  as  they  are,  we  do  not  see  arytbing 
in  the  present  state  of  affairs  to  impair  confidence 
in  our  railroad  enterprizes.  We  think  that  they 
will  in  the  main  be  as  productive  as  it  was  sup- 
posed they  would  be.  Prices  may  continue  to  be 
depressed  for  the  causes  stated.  Railroad  compa- 
nies from  the  difficulty  in  borrowing,  may  be  com- 
pelled to  expend  earnings  in  constrtution,  but  the 
remedy  is  a  healthy  and  natural  one,  and  is  help- 
ing railroads  as  much  as  tbe  general  condition 
of  business  affairs.  When  it  has  worked  out  its 
cure,  it  will  give  a  strength  and  value  to  our  roads 
which  they  never  before  possessed,  while  its  ap-  . 
lication  will  correct  evils  and  mistakes,  that  with 
an  apparent,  but  fallacious  prosperity,  might  have 
proved  ruinous  to  the  whole  system.    There  is 
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therefore  nothing  in  the  present  state  of  affairs  to 
create  distrust  but  everything  to  inspire  confid- 
ence. The  necessary  correctives  are  being  steadily 
applied,  though  it  may  yet  require  some  little  time 
to  have  their  effect  seen.    •'     '     •     ••«  /^    re     7 


Wby  State  and  CItjr  Seevrltles  are  too  Io^mt. 

The  securities  of  several  of  the  States,  and  of 
some  of  our  leading  cities  are  very  much  depres- 
sed at  the  present  time,  for  no  other  cause  than 
the  indiscreet  manner  in  which  they  have  been  is- 
sued. There  is  certainly  no  reason  even  in  these 
times,  with  a  plethora  of  securities  upon  the  mar- 
ket, why  the  six  per  cent,  bonds  of  such  States 
as  Virginia  and  Missouri  should  be  at  a  large  dis- 
count, or  of  such  cities  as  Pittsburgh,  St.  Louis, 
Louisville,  Philadelphia,  New  Orleans,  and  Mil- 
waukee, &c.,  &c.,  should  be  from  10  to  20  per  ct. 
below  par.  The  securities  of  such  cities  are  usu- 
ally beyond  the  influence  of  hard  times,  or  periods 
of  distrust,  the  tendency  of  which,  is  often  to  in- 
crease the  value  of  what  may  be  considered  un- 
questioned. The  depreciation  of  all  the  securities 
named,  is  chiefly  owing  to  their  indiscriminate 
issue  to  parties  who  have  no  particular  in- 
terest, nor  means  of  maintaining  their  value. 
There  is  a  sufficient  demand  for  such  securities, 
properly  managed,  at  the  present  time,  to  keep 
them  at  par,  and  most  of  them  at  a  premium,  and 
they  will  in  time  recover  these  figures.  Had  the 
States  or  the  Cities  themselves  undertaken  the 
sale  of  their  securities,  there  would  have  been  no 
difScalty  in  keeping  up  prices,  because  if  tbey 
cannot  be  had  at  less  rate  the  public  will  take 
them  as  readily  at  par,  as  at  85.  But  they  are 
now  issued  to  railroad  companies.  These  again 
pay  them  out  to  contractors,  who  being  in  want  of 
money,  and  having  a  large  margin  for  profit,  sell 
on  the  spur  of  the  occasion  for  what  they  can  get. 
In  this  way  any  uniform  standard  of  value  is  de- 
stroyed, the  market  quotations  depend  upon  the 
necessities  of  every  petty  holder  who  may  sell  at 
a  discount  of  20  per  cent.,  and  still  make  a  profit 
on  his  contract.  Competent  parties  will  not  be- 
come the  purchasers,  nor  undeftake  the  sale  ofj 
large  parcels  over  the  price  of  which  they  can  ex- 
ercise no  control.  The  result  is  that  these  securi- 
ties become  a  mere  football  in  the  market,  to; 
which  every  body  gives  a  kick,  and  none  pur- 
chase, save  at  enormous  shaves. 

No  State,  nor  municipal  body,  should  on  any 
account,  hand  over  to  railroad  companies,  nor 
Contractors  their  bonds,  but  should  always  pay  in 
cash  the  amounts  of  their  subscriptions  for  the 
reason  that  they  can  maintain  the  value  of  their 
securities,  by  selling  them  only  at  their  value  and 
in  such  quantities  as  the  market  will  take.  It 
would  be  thought  the  height  of  folly  for  a  State  to 
employ  contractors  to  sell  their  bonds,  when  the 
money  waa  to  be  used  for  ordinary  municipal 
purposes.  Still  this  is  done  every  day  when  such 
State  is  as  directly  interested  in  the  result.  All 
such  practices  ought  at  once  to  be  discontinued, 
otherwise  prices  will  remain  at  a  ruinously  low 
figure.  The  six  per  cent,  bonds  of  the  cities  of 
Pittsburgh,  St.  Louis  and  Louisville  ought  in  the 
present  State  of  the  money  markpt,  to  command 
par.  yet  they  can  be  had  at  a  trifle  over  80.  Mis 
souri  sixes  are  also  very  much  depreciated  from  the 
causes  stated,  while  even  those  of  "old  Virginia' 
at  going  at  95. 


We  trust  that  the  evil  is  only  to  be  pointed  out| 
to  be  remedied.  We  are  glad  to  be  able  to  state 
that  a  movement  is  being  made  by  the  railroad 
companies  of  the  State  of  Tennessee,  who  will 
soon  come  into  possession  of  the  bonds  of  that 
State  to  the  amount  of  some  $10,000,000,  for  the 
placing  all  the  bonds  issued  into  the  hands  of  com- 
petent parties,  and  not  to  allow  them  to  come 
through  various  channels,  in  small  lots,  upon  the 
market.  By  so  doing  thej'  can  probably  keep  the 
bonds  at  a  premium,  while  without  such  union 
and  concert  of  action,  they  will  certainly  fall  to 
90,  if  not  to  a  lower  figure.  When  we  see  six  per 
cent.'s  of  such  a  city  as  Philadelphia  selling 
at  little  over  90,  we  want  no  better  evidence  of 
bad  management  somewhere.  In  fact,  no  incon- 
siderable amount  of  the  depreciation  of  most  of 
our  securities  48  owing  to  the  improvident  and  un- 
skilful manner  in  which  they  are  brought  out  and 
disposed  of.  ..'  ,     y       ..  ,      { 


lioivell  Maclilne  Stiop*    ! 

Lowell,  Mass.,  has  long  been  famous  for  the  ex- 
cellence of  its  manufactures  of  machinery .  Origi- 
nally, the  machinery  for  the  manufacture  of  cot- 
tons and  wollens  in  the  mills  at  that  place  was 
imported  from  England,  but  in  a  very  few  years  it 
was  found  that  superior  machinery  could  be 
turned  out  of  the  shops  belonging  to  the  Corpora- 
tion. Many  improvements  were  introduced  apd 
Lowell  was  soon  as  widely  known  by  the  efficien- 
cy of  its  machinery  as  the  superiority  of  its  mus- 
lins. The  pioneer  in  the  manufacture  of  machin- 
ery was  the  Lowell  Machine  Shop.  This  estab- 
lishment was  commenced  by  tbe  proprietors  of 
Locks  and  Canals  on  Merrimack  River  in  1824  for 
the  purpose  of  building  cotton  and  other  machin- 
ery for  the  use  of  the  factories  erected  by  them  in 
this  city.  In  1834  they  commenced  building  lo- 
comotives for  the  use  of  the  few  railroads  the 
built  and  being  built  in  New  England  and  other 
parts  of  the  country.  These  locomotives,  although 
they  would  be  now  considered  of  a  very  small 
class,  having  mostly  cylinders  of  11  or  12  inches 
diameter  and  18  inches  stroke,  were  very  success- 
ful and  proved  to  be  very  serviceable.  In  1846. 
the  manufacturing  companies  of  this  city  having 
purchased  all  the  water  power  of  the  "Locks  and 
Canals,"  the  machine  shops  and  foundry  were  sold 
to  a  new  company  which  was  incorporated  with 
the  title  of  "  The  Lowell  Machine  Shop."  This 
company  has  a  capital  stock  of  $600,000  and  suc- 
ceded  the  "  Locks  and  Canals"  Co.  in  the  business 
of  building  locomotives,  machinists  tools,  cotton 
machinery  &c.,  &c.  The  Treasurer  and  general 
Agent  is  J.  T.  Stevenson  Esq.,  whose  office  is  at 
No.  8  Tremont  St.,  Boston,  the  Superintendant >at 
Lowell  is  W.  A.  Burke.  About  900  hands  have 
been  employed  the  past  year  in  the  shops  and 
foundry.  The  locomotive  shop  is  under  the  im- 
mediate direction  of  Mr.  S.  F.  Gates  who  is  thor- 
oughly conversant  with  all  that  pertains  to  this 
part  of  the  business.  The  machine  shop  is  under 
the  charge  of  Mr.  A.  Moody,  and  foundry  under 
that  of  Mr.  A.  Peavey.  About  3600  tons  of  cast- 
ings are  made  annually  in  the  foundry,  about  2400 
tons  of  which  are  required  for  the  use  of  the  loco- 
motive and  machine  shops.  The  facilities  and 
means  for  building  locomotives  and  machinery 
've  equal  to  those  of  any  other  establishment  in 
this  country. 


Saeremento  Valley  llailroadi 

The  first  railroad  that,  will  be  constructed  in 
California,  is  one  with  the  above  title,  commenc- 
ing at  Sacramento  and  running  west  toward  tbe 
gold  region.  The  section  now  under  contract  is 
from  Sacramento  22  miles  to  Negro  Bar,  on  the 
south  side  of  American  River.  The  characteris- 
tics of  its  route,  cost,  prospective  income,  &c., 
&c.,  will  bo  seen  from  ii.c  following  abstract  of 
the  report  of  the  Chief  Engineer  recently  made  to 
tbe  Company. 

The  route  to  Negro  Bar  is  very  favorable,  lying 
over  open,  and  nearly  level  prairie.  The  principal 
earth  work  will  be  embankment  of  from  3  to  5  feet 
high,  and  in  one  or  two  instances  12  feet 

In  tbe  estimates  of  tbe  construction,  labor  is 
put  down  at  S3  per  day,  freights  from  New  York, 
locomotives,  d&c.,  at  S'26  per  ton.  The  following 
summary  is  for  twenty  miles.  It  does  not  include 
the  bridge  over  the  American  River,  nor,  as  we 
understand  the  report,  the  cost  of  the  road  with- 
in the  city  limits  of  Sacramento,  viz  : 

Grading $101,000 

Masonry 11,500 

Structures  of  wood 10,800 

Superstructure 285,075 

Equipment 81 ,550 

Buildings ^...     44,C00 

Engineering  and  Superintendence. ..;...     20,000 

Sand  Damages  and  Fencing 66,075 

Contingencies 50,000 


$660,000; 
or,  $33,000  per  mile,  fully  equipped  and  in  run- 
ning order. 

In  relation  to  the  prospective  income  of  the  road, 
it  is  stated  that  the  counties  of  Sacramento,  EI 
Dorado  and  Placer  among  the  most  populous  in 
tbe  State,  and  containing  within  their  borders 
many  large  and  thriving  towns,  will  contribute 
permanently  to  the  support  of  the  road  ;  and  in 
the  dry  season,  Nevada  and  Yuba  counties  will 
aflbrd  a  large  business.  The  Sacramento  River  is 
navigable  for  vessels  for  large  drafts  to  Sacramento 
City,  and  the  Feather  River  to  Marysville,  at  high 
water,  for  boats  drawing  four  or  five  feet. 

In  the  immediate  vicinity  of  the  terminus  of 
the  road  at  Negro  Bar,  are  many  valuable  gold 
diggings ;  also,  along  the  line  of  the  eastern  half 
of  the  road ;  where  large  numbers  are  no<v  en- 
gaged. The  granite  at  Negro  Bar,  which  costs 
now  $20  in  Sacramento,  could  be  transported 
thither  for  $3 ;  and  a  great  Tar\,ety  of  product* 
would  find  their  way  over  the  road,  which  now 
do  not  pay  the  cost  of  transportation. 

A  statement  of  the  number  of  passengers  and 
tons  of  freight  passing  a  point  in  Sacramento  on 
the  route  of  the  proposed  road,  exhibits  the  fol- 
lowing insults: 

.  X  or  one  Average 

week,  per  dar. 

Stage  passengers  both  ways 863  109 

Wagon         „            „       ,]     ..,.1640  288 

Riders                     „       „     ....  619  gg 

Footmen             -     „       „     470  67 

Wagons.... 2178  311 

Stages » 106  16 

Saddle  horses  and  mules,  both  r.  «•> 

ways 619  88 

Pack  mules,  both  ways 163  23 

Cattle 15  2 

Tons  Freight 971  144 

^f  this  travel  nearly  the  whole  passes  over  the 
route  of  the  proposed  road.  A  statement  of  the 
passengers  and  freight,  pasnng  another  point  lead- 
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ing  to  the  line  of  this  route,  exhibits  results  on 
passengers  equal  to  about  half  the  above,  and  oo 
freight  a  trifle  more.  The  trade  passing  the  lat- 
ter point  would  mostly  be  secured  to  the  road  by 
building  a  bridge  over  the  river,  and  in  any  event, 
perhaps  one-half  of  it.  The  above  figures  are 
quite  moderate,  in  consequence  of  the  dullness  of 
business  at  the  time  they  were  compiled.  From 
them,  after  making  allowance  for  diversion,  &c., 
the  following  flgures  are  arrived  at : 

Per  day.     Per  week.    Per  year. 

Passengers 505  3,535  183,820 

Freight,  tons 200  1 ,403  72,950 

For  through  passengers  it  is  proposed  to  charge 
S2,  and  for  through  freight  $5  per  ton,  which 

would  make  the  receipts $732,420 

Current  expenses 152,124 


Balance $580,296 

or  about  90  per  cent,  on  the  cost  of  the  road. 

The  estimate  of  the  cost  of  operating  the  road, 
is  at  the  rate  of  1>2  cts.  per  mile  per  passenger, 
and  2j^  cts.  per  mile  per  ton  of  freight,  above 
three  times  the  amount  of  similar  expenses  on 
railroads  in  New  York,  and  the  whole  estimated 
current  expenses  are  about  twice  the  amount  of 
those  of  the  Albany  and  Schenoctady  Railroad. 

The  report  before  us  concludes  with  comparing 
the  enormous  estimated  profits  of  the  proposed 
roads,  showing  that  many  other  investments  of 
capital  in  California  pay  approximate  dividends. 

Erie  Railroad. 

We  publish  in  another  column  the  plan  adopted 
by  this  company  for  the  payment  of  the  floating 
debt  and  income  bonds,  and  for  raising  such  addi- 
tional sums  as  their  immediate  necessities  may  re- 
quired. 

Whatever  differences  of  opinion  may  have  ex- 
isted as  to  the  better  course  to  be  pursued  to  meet 
the  present  crisis,  it  is  certainly  creditable  to  the 
company  that  they  have  determined  to  devote 
nearly  half  a  million  yearly,  for  ten  years  at 
least,  to  the  liquidation  of  the  funded  debt.  Their 
determination  must  go  far  toward  removing  any 
apprehension  on  the  part  of  the  holders  of  the 
Bonds  that  their  interests  will  not  be  properly 
guarded,  -and  will  do  much  to  inspire  confidence 
in  the  disposition  of  our  railroad  managers  to 
meet  any  emergency  in  a  proper  spirit.  If  the 
Erie  Company,  influenced  as  their  action  has  ne- 
cessarily been  by  Wall  street,  the  stock  of  wliich 
has  in  a  short  time  fallen  from  90  to  45,  come  for- 
ward voluntarily,  and  devote  a  large  portion  of 
their  earnings  to'  the  payments  of  their  indebted- 
ness, certainly  as  much  may  be  expected  from 
other  companies,  who  have  not  the  same  infiuences 
to  contend  against,  nor  sacrifices  to  make. 

By  good  management  the  Erie  may  be  made 
a  profitable  road  upon  its  cost.  Although  the 
holders  of  the  stock  forego  the  immediate  prospect 
of  dividends,  whatever  is  paid  on  account  of  the 
indebtedness  of  the  company  inures  to  their  bene- 
fit, and  as  they  will  have  full  dividends  or  in  stock, 
they  may  find  this  to  be  worth  par  in  the  course  of 
a  few  years,  receiving  larger  dividends  from  the 
diminished  amount  of  debt.      •.  \  ,  •  > 

On  the  whole  we  think  we  may  say  that  a  bright- 
er day  is  dawning  upon  this  company.  The  re- 
verses to  which  they  have  been  subjected  were  a 
discipline  necessary  to  correct  the  mistakes  that 
have  been  committed,  and  to  secure  a  correct  po- 
licy for  the  future.  We  think  the  directors  under- 


stand their  duties,  arc  actuated  by  a  sincere  desire 
to  discbarge  them,  and  are  now  in  a  path,  which, 
whatever  obstructions  may  be  found  in  it,  will  in 
the  end  'cad  to  the  right  conclusion. 

If  the  negotiations  succeed,  as  we  trust  they 
will,  we  shall  take  respectful  leave  of  a  company 
which  has  occupied  much  of  our  attention,  and 
no  small  space  in  our  columns  for  two  years  past, 
in  hope  that  it  has  no  further  need  of  our  services, 
for  which  may  be  found  plenty  of  employment  in 
other  quarters. 


Daupbtn   and  Saaquahanna  Coal  Company; 

The  following  is  a  statement  "of  the  affairs  of 
this  company  up  to  Sept.  1, 185  i. 

Capital  Slock.        receipts.  , . 

f  10,000  Dauphin  shares  for     .    .' 

9'717acresland 

14,807     Dauphin 

shares  sold  for.S413,9G5 
16,000        Pequa 

shares  for  32,- 

084  acres  land 

3,000  Pequa 

shares  sold  at 

par 150,000  $563,905  00 

i 

Bonds.         -.,..'       Y  ^ . 

6perct.    $97,000  produce.S72,750  00     "0/ 
7perct.    903,000  produce  .77 1,1 80  00 
7perct.  1,960,000  produce.686,000  00 


43,807 
Shares. 


$2,960,000  produce.  1,629,930 

Temporary  loans,  at  par. . .  277,840  00     , .. 
Special  loan .....  at  par . .  .100,000  00      "      - 


Sales  of  Dauphin  lots. 


837,840 
836 


00 


00 
00 


.  2,472,611 

Railroad  receipts 76,907  52 

Sales  of  coal 248,612  38       ■      • 

Rents  of  houses  and  lands.     8,671  61 

333,091 


2,806,602 
Excess  of  cash  payments  and  commit- 
ments over  cash   receipts,  to  Sept., 
1854 164,152 


2,969,764 

EXPENDITCREB. 

Railroad,  shipping  basin 1,619  264 

Rolling  stock,  locomotives  and  cars . .    214,622 
Mines  and  improvements 623,373 


00 

61 
61 

25 

76 

29 
34 

84 


'    -      -■      2,367,260  47 

Telegraph  line  to  mines 3,673  81 

Coupons  and  interest 
$178,627  42  paid     \ 

83,625  14  unpaid  J  ...262,152  66 

Mining  expenses 160,290  14 

Repairs  account 17,766  62 

Taxes  on  land  and  capitsl.     8,790  47      .:\_     - 

General  expenses 61,161  24 

Railroad  running  expenses.  46,396  11 

Commission  account 9,962  91 

666,619  96 

Individual  accounts  and  balances  in 
hands  of  agents  for  distribution,  not 
yet  distributed  to  the  above  ac- 
counts        42,300 


53 
Total $2,969,764  76 

RECAPITULATION  OP  LlftUIDATED  DEBT. 

Six  per  cent,  Bonds $97,000  00 

Seven  per  cent.  Bonds 903,000  00 

Seven  per  cent.  Bonds 1,960,000  00 

Temporary  loan 277,840  00 

Special  loan 100.000  00 

Floating  debt 164,152  25 


Clnelnnati  and  JHarletta  RaUroad. 

Cincinnati  has  added  to  her  congeries  of  rail- 
roads a  new  one,  second  to  none  other,  in  intrins- 
ic importance.  Every  mile  of  the  route,  thus  far, 
passes  through  agricultural  districts  of  surpassing 
fertility,  and  the  present  eastern  terminus,  Chilli- 
cothe,  is  at  the  head  quarters  of  the  provision 
distrut  of  Ohio.  ***  At  Chillicothe  depot  we 
observed  piles  of  mineral  coal,  carted  from  the 
Ohio  canal,  (which  passes  through  Chillicothe)  in- 
tended for  transportation  westward.  We  are  told 
that  a  considerable  trade  is  already  driven  in  this 
article  between  Chillicothe  and  the  towns  and 
country  between  that  city  and  Little  Miami  Rail- 
road. But  as  soon  the  M.  and  C.  Railroad  shall 
be  completed  to  Charleston,  Vinton  County,  a/rcc 
opening  will  have  been  made  by  it  into  the  heart 
of  the  coal  and  iron  regions  of  Southern  Ohio. — 
The  grading  and  bridging  of  the  line  eastward 
from  Chillicothe,  if  fully  completed  ready  for  the 
iron,  twenty-four  miles,  and  the  most  of  the  work 
has  also  been  done  thence  (eight  miles  further)  to 
Charleston.  These  eight  miles  are  the  roughest  part, 
probably  of  the  whole  road  between  Cincinati  and 
Wheeling.  The  line  runs  almost  straight  through 
mountains  and  rocks,  and  crosses  valleys,  with 
such  a  reference  to  directness  and  durability  as 
has  called  into  exercise  the  highest  engineering 
skill,  and  the  expenditure  of  large  sums  of  money. 
But,  with  a  view  to  a  final  profit  and  use,  such  as 
the  builders  of  the  great  central  Pensylvania  line 
have  entertained,  the  engineers  and  directors  of 
our  great  eastern  road — the  M.  and  C. — are  con- 
tent to  let  time  demonstrate  the  wisdom  of  their 
financial  and  scientific  skill. 


Total $3,601,992  26 


Illinois  and  AUchlcau  Canal* 

The  receipts  of  this  work  for  the  month  of  Sep- 
tember, for  several  years,  show  a  steady  de- 
crease since  1861,  viz  : 

Sept.     1860 '.. . . $9,531  49    ' 

1851 16,012  16    :. 

1852 11,822  86    .. 

1853 9,143  04 

1854 6,914  22 

The  decrease  is  owing,  we  presume,  to  the  com- 
pletion of  railroads. 


:     °       Michigan  Central  Railroad. 

HISTORICAL  NOTICE. 

The  Michigan  Central  Railroad  was  originally 
undertaken  by  the  state  by  whom  it  was  construc- 
ted to  Kalamazoo  a  distance  of  141  miles,  at  a 
cost  of  about  $2,600,000,  The  state  becoming 
embarrassed,  th^road  was  conveyed  to  a  private 
company  chartered  for  this  purpose  by  the  Legis- 
lature of  Michigan,  in  1846.  The  sum  paid  to  the 
state  for  the  road  by  the  new  company,  was  $2,- 
000,000.  It  was  taken  possession  of  on  the  23  of 
September,  1846,  and  immediate  measures  taken 
for  its  prosecution  to  Lake  Michigan  at  New  Buf- 
falo, a  distance  of  21 8)^  miles  from  Detroit.  This 
point  was  reached  in  1849.  In  1850  it  was  ex- 
tended to  Michigan  City,  a  distance  of  228  miles 
from  Detroit.  In  1850  to  Chicago,  a  distance  of 
282  miles  from  Detroit.  The  road  is  built  under 
its  own  ^charier,  only  to  Michigan  city.  In 
Indiana  the  road  was  built  and  is  operated  un- 
der the  charter  of  the  New  Albany  and  Salem 
Railroad  of  Indiana,  and  in  Illinois,  under  the  Il- 
linois Central  Railroad  charter,  the  two  latter  states 
refusing  charters  to  the  company. 

The  length  of  line  in  the  several  states  is  as  fol- 
lows : 
Length  of  line  in  Michigan ....'.."......  232        ""/ 

"  "         Indiana 36       ^"^ 

.  ".  '      -  "         Illinois 14       ■ 'i 

^    ..  282  miles. 

routes;  and  connections. 
The  openioj;  of  the  Great  Western  of  Canada 

■   ■  -■  .-is  iA.'.y^v§- ;::*'.  ■ 
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constitutes  the  Michigan  Central  a  part  of  a  con- 
venient route  between  Chicago  and  the  Eastern 
States.     Its  immediate  route  is  a  favorable   one 
with  respect  to  grades  and  curves,  and  it  traverses 
one  of  the    best    agricultural   portions    of   the 
sUte.     :'.-     ■  '■■■■::    .^:     /:-.     :;.    v:,^-'  .^^::y- 
StaUmeiU  showing  the    Cost ;   Mileage;   Cost  per 
■mile;  Gross  Receipts ;  Current  Expenses;  Net  Re- 
ceipts;  rate  of  Dividend ;  Receipts  from  Passen- 
gers;    Receipts  from  Freight;    Miscellaneous ; 
Earnings  per  mile;  percentage  of  gross  Earn- 
ings ;  Do.  of  net  Earnings,  of  the  Michigan  Cen- 
red  Road  since  the  opening  of  the  first  division  to 
the  present  time. 
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TVie  Michigan  Central  Railroad  Company  in  Gen- 
eral Account. 


Dr. 

.,        ......,.-          .   , 

1864. 

.■■■    -   ;: .;   ■.-.  1-..  -..    V  .•!:■ 

June  1. 

ToCapiUl  Stock SS.GSl.OOO  00 

"   Bond  Account, 

;•-'■'••     ■-    ' 

6  percent.                 [ 

■■..  ."-: 

8 1  erling                ' 

'•",  -    Bonds, 

uncon- 

vertible,   463,613  33 

8  percent.                ' v 

Bonds, 

'         u  n  c  0  n- 

vertible,  1,202,460  00 

8  per  cent. 

Bonds,                ; 

-    converti-               ' 

-  _  ■  .  ■-  : 

ble..... 2,319,000  00 

3,985,063  33 

"   Income  account,  ba- 

.  lance  of  this    ac- 

count          12,191  89 

"   Bills  payable  and  re- 

^  ■ 

ceivable,     balance 

■*.*'- 

of  this  account ....      294,669  86 

"   Unpaid  Dividend...              488  00 

•:  f     $9,951,990  36 

Contra. 

1854. 

June  1. 


Cr. 

By  Construction    No.     1, 

Purchase  of  Road . .  $2,000,000  00 

"  Construction  No.  2,  Ex- 
penditures since  pur- 
chase     7,134,286  81 

"Cash  on  Hand 66,829  71 

"   Cash    in  hands  U.  T, 

Howe 140,386  81 

."   Cash     in     hands     £. 

Noyes 97,264  77 

*'  New  Albany  and  Sa- 
lem Railroad  Com- 
pany       406,883  03 

"   Steamboats 138,661  94 


Boston,  June  1,  1854. 


S9,951,999  36 


the  Passampsic  at  that  place,  and  the  Canadian 
Company,  we  are  told,  oOfered  to  build  this  link  of 
twenty-nine  miles,  in  case  the  Passumpiic  Rail- 
road Company  would  locate  their  line  on  the  di- 
rect route  thereto  by  the  way  of  Lyiiden  and  East 
Burke.  It  is  claimed  that  by  extending  the  P«.s- 
sumpsic  road  to  Island  Pond,  and  thence  follow- 
ing down  the  valley  of  the  Chde  to  Derby,  a 
shorter  line  could  be  had  than  by  the  way  of  Bar- 
ton, as  now  located. 

In  1860  the  Legislature  of  Vermont  granted  a 
charter  under  the  name  of  the  Missisquoi  Railroad 
Company,  with  authority  to  extend  a  line  from 
Lake  Cbamplain  to  a  point  of  junction  with  the 
Passumpsic  Railroad,  and  in  1854  further  author- 
ity was  granted  to  extend  this  line  to  Island  Pond 
and  form  a  common  junction  with  the  Portland 
line  and  the  Pa.ssumpsic. 

Last  winter  this  Missisfjuoi  Railroad  Company 
was  organized,  and  the  road  put  under  contract  to 
a  company  of  rich  contractors,  which  it  is  under- 
stood includes  Messrs.  Gait  and  Holton,  both  of 
whom  are  known  as  members  of  the  Parliament  of 
Canada,  and  contractors  on  the  Grand  Trunk  Rail- 
way of  Canada. 

The  Grand  Trunk  Company  want  a  direct  con- 
nection with  Boston  and  New  York.  This  can 
only  be  secured  by  filling  in  the  link  from  Island 
Pond  to  St.  Johnsbury.  From  Island  Pond  lo 
Boston  is  222  miles  by  this  route,  and  from  thence 
to  Montreal  by  the  Missisquoi  Railroad  line  is  100 
miles  more,  making  the  distance  between  Boston 
and  Montreal  322  miles  only.  From  Portland  to 
Montreal  by  the  present  line  is  292  milts.  This 
distance  can  be  reduce!  by  tb»  building  of  the 
Missisquoi  Railroad  from  Island  Pond  to  Mon- 
treal, as  before  mentirned.  The  same  interests, 
we  are  informed,  are  prepared  to  build  this  line  of 
29  miles  iuaddition  to  the  100  miles  of  the  Missis- 
asked,  the  roads  of  Northern  Vermont  would  be 
quoi  line,  so  that  upon  the  grant  of  this  charter,  as 
put  in  connection  with  the  line  of  the  Grand  Trunk 
Railway,  completing  the  link  in  the  chain  to  Mod- 
real. — Boston  Jonrnal. 


Railroads  Im  Vermont* 

We  understand  that  application  is  to  be  made 
to  the  Legislature  of  Vermont,  which  assembles  at 
Montpelier  to-day,  for  a  charter  of  a  Railroad  from 
Island  Pond  to  St.  Johnsbury.  We  have  seen 
notice  of  such  application  in  the  Vermont  papers, 
which  proposes  to  obtain  a  charter  with  authority 
to  construct  and  maintain  a  Railway  "  from  some 
point  or  place  on  the  line  of  the  Atlantic  and  St. 
Lawrence  Railway  at  or  near  Island  Pond,  in  the 
county  of  Essex,  to  a  point  of  junction  and  con- 
nection with  the  line  of  the  Connecticut  and  Pas- 
sumpsic Rivers  Railroad,  at  or  near  the  village  of 
St.  Johnsbury  in  the  county  of  Caledonia.  The 
distance  between  the  two  termini  thus  named  is 
29  miles. 

Those  familiar  with  the  railway  system  of  New 
England  will  readily  understand  the  importance 
of  this  movement,  and  perceive  at  a  glance  the  re- 
lation it  has  to  the  railroads  of  Vermont  and  New 
Hampshire.  Any  one,  by  looking  at  a  map  of 
New  England,  will  readily  understand  the  con- 
nections which  will  thus  be  made. 

In  1861  the  Legislature  of  Vermont  authorized 

the  Atlantic  and  St.  Lawrence  Railroad  to  extend 

its  line  across  the  State  of  Vermont,  and  to  form 

a  junction  with  the  St.  Lawrence  and  Atlantic 

Railroad  of  Canada.     By  the  same  Act,  the  Pas- 

sumsic  Railroad  was  allowed  to  extend  its  line 

northward,  and  to  form  a  connection  therewith  at 

Island  Pond.     The  Passumpsic  Company,  instead 

'  of  doing  this,  have  made  a  location  of  their  line 

1  by   the   way  of  Barton,  keeping  west  of  Island 

j  Pond,  in  order  to  eflfect  a  connection  at  Derby  line 

with   the   ShefTord    and    Chambly    Railroad    of 

I  Canada. 

One  motive  in  making  the  location  of  the  rail- 
road between  Portland  and  Montreal  as  far  west 
I  as  Islaod  Pond,  was  to  secure  a  connection  with 


Tng  earnings  of  the  various  roads  for  September, 
as  far  as  received,  have  been  as  follows  : 
Baltimore     and    Ohio     1863.         1854.        Inc. 

(main   stem) $239,300  $308,370  $69,009 

Washington  Branch...  31,729  37,826  6,145 
Michiean  Southern...  197,520  36,439  38,918 
Michigan  Central 182.690     225,382     42.792 


Macon  and  Western. . .  24,427 

Clcvel'nddt  Pittsburgh  32,871 

Chicago&  Rock  Island  53,251 

N.  York  &  New  Haven  84,246 

Norwich  &  Worcester  33,688 

Pennsy  vania  Central . .  200,036 

New  York  Central ....  671 ,322 

New  York  &  Erie ....  626.685 

Ohio  &  Pennsy  1  vania . .  80,839 

Hudson  River 134,079 

Milwaukee  &  Miss.,..  35,431 

Sixth  av..., 22,324 

Eighthav 25,317 


f- 


Galena  &  Chicago 

Cleveland  &  Toledo.. 
Virginia  &  Tcncessee. 
Indianapolis  &  Cin. . . 
Lexington  &  Covington 

Chicago  and  Miss 

Terre  Haute  &  Rich'md 

Harlem 

Long 


88  250 
36,751 
13,157 


16,293 

92,836 

Island 226,630 


18,622 

42,983 

132,762 

87,172 

31,283 

294,470 

610,585 

616,019 

123,441 

149,143 

60,233 

19,219 

25,036 

150,090 

61,600 

21,477 

31,948 

16,007 

119,562 

22,293 

99,831 

34,330 


10,112 

7»;611 

3,927 

34,440 
69,263 
10,666 
42,612 
15,064 
24,802 


61,840 

14,749 

9,310 


6,940 
7,006 
8,700 


Cincinnati  and  Ctelcafo  Kailroad  Companr* 

An  election  of  Directors  for  the  Ohio  Division  of 
this  company  was  held  in  Cincinnati  on  Monday 
the  9th  inst.,  when  the  following  Board  was  elec- 
ted:— C.  B.  Smith,  Sam'l  L'Hommedieu,  R.  M. 
Corwine,  Thompson  Neave,  S.  B.  W.  McLean, 
Cincinnati;  M.  G.  Bright,  Madison,  Indiana; 
James  Sample,  Butler  county,  Ohio  ;  Sam'l  Mar- 
tin, Isaac  Bates,  Hamilton  county,  Ohio.  The 
Board  was  organized  by  the  election  of  C.  B. 
Smith,  President  J  Stanhope  S.  Rowe,  Secre 
tary. — Vir^cinnati  Times. 
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BlicIilKKU  Central  Uallroad^^^.  J 

'-.•.■  A  CASK    INFENTING  ATTENTION. 

-  We  invite  attention  to  a  statement  in  aoolher 
column  showing  the  cost,  earnings,  dividends,  etc., 
etc.,  of  this  road,  for  a  series  of  year.  The  data 
are  all  dra»vn  from  the  published  reports  of  the 
company.  From  the  statement  referred  to,  it  would 
seem  that  while  the  net  earnings  of  the  com- 
pany have  been  only  about  six  per  cent,  for  the 
past  8  years,  they  have  declared  dividends  equal 
very  nearly  to  nine  per  cent.,  or  about  50  per 
cent,  annually,  more  thaa  has  been  earned.  It 
will  be  borne  in  mind  also,  that  nearly  all  the 
funded  debt  carries  8  per  cent,  interest,  rendering 
it,  impossible  to  increase  dividends  above  the  rate 
of  earnings  from  low  rate  of  interest  paid. 

The  case  is  an  extraordinary  one,  and  we  think, 
deserves  the  immediate  attention  of  the  stock  and 
bond  holders.  If,  as  appears,  the  directors  are 
systematically  in  the  habit  of  declaring  dividends 
that  are  not  earned,  there  must  be  some  extraor- 
dinary reason  therefor  which  should  be  imme- 
diately enquired  into ;  whether  it  is  for  the  pur- 
pose of  sustaining  the  stock  till  the  holders  of  it 
are  reimbursed  their  original  outlay,  or  for  the 
purpose  of  raising  money  for  schemes  of  the  di- 
rectors, not  made  known  to  the  public.  The  sus- 
picions naturally  excited  by  a  naked  stai  cment  of 
facts,  are  contirmed  by  the  extraordinary  increase 
of  construction  account  for  several  years  past, 
without  any  apparent  cause,  and  without  any  at- 
tempted explanation  therefor.  In  the  whole 
course  of  our  experience  we  never  met  with  a 
similar  case  of  such  vast  expenditures  without 
explanation  of  their  necessity  or  objects,  and  of 
dividends  entirely  irrespective  of  earnings. 

The  manner  in  which  the  Michigan  Central 
Company  have  gone  on,  illustrates  the  astonshing 
apathy  on  the  part  of  our  people  to  everything 
that  relates  to  the  management  of  our  railroads  : 
an  apathy  that  nothing  short  of  a  Schuyler  ex- 
plosiu,  it  would  seem,  can  disturb. 

As  a  matter  of  curiosity— vre  give  in  full  the 
last  annual  report  of  the  President  of  this  com- 
pany, premising  that  it  isa/ac  smile,  with  the  ne- 
cessary change  of  figures,  of  the  seven  that  have 
preceedcd  it. 
"Report  0/  the  Directors  of  l/ie  Michigan  Central 

Railroad  Companij,  to  the  Stockholders. 

•  We  present  herewith  the   report  of  Mr.   Uptou 

Treasurer,  and  Mr.  Noyes,  Superintendent,  giving 

the  details  of  our  operations  for  the.  year  ending 

3l8t  May,  1854.     Our  gross  receipts  have  been — 

Against  1853. 

For  passengers  ..$840,477  56  $590,997  57 

'•     Freight...'..    663,808  76  407,183  35 

••  Miscellaneous     84,309  02  61,356  79 


Operating  Ex.,. 


1,588,595  34 
.    903,944  38 


1,149,637  71 
666,721  98 


^  •      •'•  674,650  96  surplus  582,815  73 

Le6s  Balance    of  of  year 

last  year 14,336  46  before.       2,158  39 


660,316  61  684,974  12 

Leas  Interest  paid  269,587  62    Divi-    279,309  57 

dend  


-     -^     '■•  ■  "  400,727  89    8  per    305;664  65 

Dividends  8  per  ct.  388,636  00    cent. . .  320,000  00 

Bal'nce 

Balance  in  favor..  $12,191  80 against..  14,336  46 
Upon  a  settlement  of  account  with  the  Illinois 
Central  Company,  there  w^ill  bo  some  deductions 
to  be  made  from  the  above  balance. 

In  analyzing  the  sources  from  which  our  reven- 
ue is  derived,  it  is  satisfactory  to  observe  the  con- 


tinued increase  of  our  Local  sPasenger  and  our 
entire  Freight  business,  which  show  $1,050,170  73, 
being  ne.irly  as  much  as  we  received  last  year, 
say  $1,094,455  11  for  our  entire  Freight  and  Pas- 
senger earnings. 

After  much  disappointment  in  regard  to  the 
time  of  completion  of  these  important  connections 
we  have  now  to  congratulate  our  stockholders  upon 
the  opening  of  tho  Great  Western  Railroad  from 
Detroit  to  Niagara  Falls,  and  of  the  New  Albany 
Road  from  the  Ohio  River  to  our  line  at  Michigan 
City.  The  former  was  opened  for  business  late  in 
January,  and  although  it  had  to  contend  with 
more  than  the  usual  obstacles  in  running  a  long 
line  of  new  road  in  mid  winter,  our  receipts  show 
a  very  decided  benefit  from  it,  which  promise  to 
be  materially  increased  as  the  Road-bed  becomes 
improved,  and  the  bridge  at  the  Falls  of  tho  Ni- 
agara finished. 

The  trains  are  now  running  228  miles  in  83^ 
hours,  giving  a  connection  between  Chicago  and 
New  ifork,  of  about  36  hours,'  including  ferries 
and  all  stops.  This  road  is  capable  of  being  run 
as  rapidly  and  safely  as  any  one  in  this  country, 
and  we  count  upon  a  daily  increase  of  business 
from  it. 

The  new  Albany  Road  is  about  298  miles  long 
— through  a  magnificient  country.  The  rails  are 
all  laid  over  it  now,  and  the  first  regular  trains 
commence  on  the  fifth  of  July. 

The  Cbicaigo  Branch  of  the  Illinois  Central  is 
now  running  trains  106  miles  south  of  Chicago, 
and  in  a  few  weeks  will  extend  its  trains  to  Urba- 
na,  and  within  less  than  a  year  to  Cairo. 

The  Aurora  Road  now  gives  us  a  connection 
with  Bloomington  162  miles,  but  its  usefulness  has 
been  much  impaired  by  the  gap  at  the  the  La  Sal- 
le Bridge, — which  it  is  believed  will  be  filled  by 
the  first  of  August. 

The  Military  Tract  and  Oquawaka  Company 
now  promise  to  jive  us  a  connection  with  the  West 
at  Burlington  and  the  Northern  Cross  Road  to 
Quincy,  within  a  year. 

On  the  8th  and  10th  of  July,  our  new  boats- 
Plymouth  Rock  and  Western  World,  take  their 
places  in  our  line.  They  are  larger  than  any  other 
boats  on  those  waters,  and  are  believed  to  be  equal 
in  speed,  strength  and  safety,  to  any  steamers  in 
this  country. 

We  confess  to  some  disappointment  in  the  result 
of  the  year's  business.  The  receipts  have  not 
been  so  large  as  we  had  hoped,  while  the  expenses 
stimulated  by  a  competition  with  other  companies, 
carried  on  by  us  at  considerable  temporary  disad- 
vantage-, have  been  larger  than  wo  expected,  and 
larger  than  we  think  will  be  the  proportionate  rate 
again. 

With  our  new  boats  upon  Lake  Erie,  and  our 
connecting  roads  daily  improving  in  value,  we  hope 
to  see  better  results  next  year.  Upon  one  point 
in  Mr.  Upton's  report,  some  explanation  may  be 
needed.  In  order  to  secure  a  connection  with 
Chicago,  our  charter  authorizes  us  to  extend  pecu- 
niary ai4  to  other  corporations  in  Indiana  and  Il- 
linois. We  accordingly  were  obliged  to  make  cer- 
tain investments  in  the  securities  of  those  Roads, 
which  we  can  have  no  doubt  can  eventually  be  re- 
sold, without  much  if  any  loss,  while  the  advan- 
ages  derived  from  their  connection,  promise,  when 
fully  developed,  to  give  us  large  annual  returns. 

Owing  to  the  pressure  of  private  engagements, 
our  late  Treasurer,  Mr.  Upton,  resigned  his  office 
on  the  first  of  June,  and  was  then  succeeded  by 
Mr.  Isaac  Livermore.  We  cannot  pass  by  the  re- 
signation of  Mr.  Upton,  without  expressing  our  ap- 
preciation of  his  long  and  valuable  services,  from 
the  organization  of  our  company. 

He  has  retained  his  seat  in  our  Board,  and  will 
continue  to  lend  bis  valuable  aid  to  his  succes- 
sor. By  order  of  the  Board, 

J.  M.  FORBES. 

June,  1864.  President  M.  C.  R.  R.  Co:' 

During  tho  year  the  capital  was  increased 
nearly  1,400,000.  The  only  eiplanatioa  in  the 
whole  report  is  the  following  paragraph  in  the  re- 
port of  the  Treasurer. 


The  proceeds  of  the  sales  arising  from  the  in- 
crease of  stock,  have  been  appropriated  in  pay- 
ment as  follows, — to  account  of  "  Construction 
No.  2,"  seven  hundred  and  eighty-two  thousand, 
eight  hundred  and  thirty-four  dollars  and  seventy- 
one  cents ;  to  reducing  the  balance  of  the  "  Bills 
Payable  and  Receivable  Account,"  in  the  sum  of 
three  hundred  and  thirty-six  thousand,  six  hun- 
dred and  six  dollars  and  ninety-nine  cents ;  to  a 
further  payment  to  the  New  Albany  and  Salem 
Railroad  Company,  of  one  hundred  and  fifty-two 
thousand,  eight  hundred  and  seventy-three  dollars 
and  three  cents  ;  to  payment  on  account  of  new 
steam  boats,  of  one  hundred  and  thirty-eight 
thousand,  six  hundred  and  sixty-one  dollars  and 
ninety-four  cents,  and  by  an  increase  of  the  cash 
on  hand  tho  remaining  balance. 

If  here  is  not  a  case  calling  for  immediate  en- 
quirey  and  investigation,  we  cannot  imagine  one 
that  does 


Lake  Erie,  Wabatli    A   St<    liOula  .Rallroail 
Compani  • 

This  company  held  its  annual  election  of  Direc- 
tors at  Lafayette  on  the  3d  inst.  The  old  Board 
were  re-elected  with  the  single  exception  that  Jo- 
seph S.  Hanna,  of  Lafayette,  takes  the  place  of 
Hugh  Hanna,  of  Wabash,  who  retires  on  account 
of  other  engagements.  The  Board  now  consists 
of  Albert  S.  White,  James  Spears,  Joseph  S  Han- 
na, George  Cecil  and  Allen  Hamilton,  of  Indiana, 
Isaac  C.  Colton  of  Toledo,  Albert  H.  Tracy,  Ellas 
B.  Holmes,  Azariah  Boody,  Joel  Rathbone  John 
F,  A.  Sanford,  Joseph  B.  Varnum  and  Edward 
Whitehouse  of  New  Yrok. 

This  Road,  with  its  consolidated  work,  the  "To- 
ledo &.  Illinois,"  is  under  a  single  management. — 
Among  its  stockholders  and  managers  are  sever- 
al wealthy  men  of  New  York  and  other  Eastern 
cities.  It  is  346  miles  in  length,  to  tte  Illinois 
State  Line,  where  it  connects  with  the  Terre  Haute 
&  Alton,  to  St.  Louis,  and  with  the  "  Grert  Wes- 
tern," to  Hannibal,  Quincy  and  St.  Joseph.  It 
pursues  a  track  now  active  with  commerce  and 
populous  with  villages.  The  great  succecs  of  tho 
"Michigan  Southern,"  running  west  from  Toledo 
through  a  country  not  heretofore  tributary  to  that 
citv,  is  a  fair  augury  of  what  this  road  will  do, 
running  through  valleys  whose  commerce  has  al- 
ready made  the  business  of  Toledo  scarcely  second 
to  that  of  any  harbor  on  the  Lakes. 

The  work  was  commenced  about  a  year  ago 
and  has  had  to  encounter  the  usual  hardships  of 
the  present  season.  The  energy  of  the  Company 
however,  has  pushed  it  steadily  forward.  The 
rails  (28,000  tons,)  chairs  and  spikes,  are  all  pur- 
chased and  delivered  on  the  line — seventy  per 
cent,  of  the  cost  of  the  road-bed  has  been  finished 
ties  provided,  and  the  laying  of  the  track  is  now 
nearly  ready ,  which  for  the  sake  of  a  proper  econo-  . 
my  will  be  prosecuted  from  the  eastern  end. — 
The  rolling  stock  is  engaged  deliverable  as  need- 
ed. 

The  stock  subscriptions  amount  to  $2,900,000. 
The  installments  have  been  all  called  in  and  met 
with  unusual  promptness.  Tho  whole  issue  of  7 
per  cent,  mortgage  bonds  is  $3,400,000,  of  which 
$800,000  yei  remain  to  be  sold.  The  Company 
also  own  $300,000  worth  of  choice  lands,  which 
lying  near  the  road  will  soon  be  available.  They 
are  free  from  floating  debt  and  have  made  no  sa- 
crifice to  raise  money. 

We  have  regarded  this  as  one  of  the  strongest 
new  Companies  in  the  West.  It  combines  a  great 
deal  of  Railroad  skill  and  experience.  The  con- 
tractors are  widely  known  as  among  the  most  ex- 
tensive and  successful  builders  in  the  Union — and 
although  the  combined  influences  of  a  prevailing 
epidemic  and  a  tight  money  market  have  postpon- 
ed the  expectations  of  the  Company  for  the  very 
rapid  completion  of  the  work  they  had  intended, 
still  it  is  designed  to  proceed  with  but  little  abate- 
ment by  conceutrating  forces  on  the  Eastsrn  Divi-  . 
sioD,  at  the  same  time  notwithstanding  the  neces- 
sary labor  from  all  important  points  In  the  Western 
Division.  By  this  process,  the  track  may  be  laid 
from  Toledo  to  Wabash  by  the  early  part  of  next 
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season,  and  to  Lafayette  and  Attica  before  its 
close. — Lafayetk  Avurican. 

To  Railroad  Contractors. 

We  have  been  requested  to  state  that  the  Amer- 
ican and  Foreign  Emigrant  Protective  and  Em- 
ployment Society,  an  Institution  organized  in 
March  last  under  the  auspices  of  some  of  the  lead- 
in"  men  of  our  city,  is  now  prepared  to  make  ar- 
rangements for  the  supply  of  railroad  laborers. 
Contractors  will  do  well  to  avail  themselves  of 
this  opportunity,  as  they  will  be  certain  of  dealing 
with  reliable  and  responsible  parties.  Communi- 
cations, post-paid,  addressed  to  the  General  Agent, 
D.  R.  Thornoson,  27  Greenwich  street,  will  have 
due  attention. 


Xlltnoli  Central  Railroad, 

The  following  statement  show  the  completed 
portions  of  the  road,  and  the  probable  date  for  the 
opening  of  such  as  are  in  progress. 
Completed  from  Galena  to  Freeport ....   50  miles. 

Thence  to  Sublette,  by  1st  January 65 

Thence  to  Temora,  already  running 144         ' 

Thence  to  Duvuoin,  probably  by  Ist  Jan.  63 
Thence  to  Cairo,  a  single  bridge  wanting.  67 — 384 

On  Chicago  Branch. 

Chicago  to  Urbana,  running 129 

Urbana  South,  running 54 

In  progress  to  Junction 164 — 317 

ToUl 701 


The  Lowell  Machine  Shop 

CONTINUES   to    manufacture   to  order,  FREIGHT    aud 
PASSEXGER    LOCOMOTIVES   of   different  classes, 
with  the  most  modem  improvements, — 

alao  MACHIXISTS'  TOOLS, 
especially  adapted  to  Kailroad  Repair  Shops,  and  to  the  con- 
struction of  machinery  generally.  These  Tools  are  of  the  most 
approved  c3iietructioD  and  consist  in  part  of  Engine  Lathes, 
Hand  Lathes,  Vertical  Drilling  Lathes,  and  Planers  of  rariouB 
sizes  aud  lengihs,  Compound  Planers,  Shaping  Machines,  Slot- 
ting Machines,  Bolt  and  Nut  Machines,  Gear  Cutting  Engines, 
Chuckf,  Compound  Slide  Keats,  Machines  for  boring  Crank 
Pin  Holes  m  Locomotive  driving  wheels,  Trip  hammers,  <Stc.,  &c. 
COTTON  MACUINEBY  of  all  descriptions,  BOILBES, 
SHAFTING  and  MILL  WORK,  CASTINGS,  and  all  work 
uaually  done  in  Machine  Sho|>8  and  Foundries. 

:      "WILLIAM  A.  BURKE,  Sup't,  LoweU,  Maas. 

J.  T.  STEVENSON,  Trea»urer,  5  Tremout  st  Boatoa 


Special 

Finance 

Committee. 


NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— The  Committee  appointed  to  report  in  re- 
gard to  the  financial  affairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  opened  on  the  10th  of  January  next,  for 
the  purchase  of  ;$4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  1st  February  and  1st  August. 

And  that  for  the  purpose  of  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  coiomenciug  on  the  Ist  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  x  And  that  whenever 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  as  can  be  pur- 
chased at  the  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  canceled^  by  writing  or  printing  on 
the  face  "Held  by  the  Sinkio^  Fund  of  the  New 


York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Coaipany  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  $20,000,000.  After  which 
the  said  monthly  payments  shall  cease,  and  the 
trust  vested  in  said  Trustees  sliall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  further  recommend 
that  the  Board  of  Directors  adopt  the  following  re- 
solutions : 

Whereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
trafiic  on  the  road,  and  the  state  of  the  finances 
of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  aud  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  1st  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  tho  resolutions  be  published  in 
the  daily  papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.) 
:      "  '  CHARLES  MOR AN.     'i 
'        SHEPHERD  KNAPP.    | 
■  :     WILLIAM  E.  DODGE.    )■ 
>»  NELSON  ROBINSON,    I 

GEORGE  F.  TALMaN.J     ., ;     .  : . 

New  York,  Oct.,  21, 1864. 

Sealed  proposals  will  be  received  at  the  office 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1855,  for  the  purchase  of  $4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  1st  day  of 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW    YORK   AND    ERIE    RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  bands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  which  can  be  purchased  at  or  under 
par.     And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY   at  or  under  par, 
par,  then  the  said  trusteess  shall  invest  the  said 
monthly  payments  aiid  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low. 
est  rates.    And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be   cancelled   by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  but  the  coupons  on  such  cancelled  bonds 
ihall  be  collected  by  said  trustees  as  they  become 
due,   until   the  monthly  payments  of  the   NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruiog  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  $20,- 
000,000.    After  whicb  the  said  monthly  payments 


shall  cease,  and  the  trust  vested  in  such  Trustees 
be  closed,  and  all  cancelled  bonds  aud  the  unpaid 
interest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  successful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notici-  of  the  accep- 
tance of  their  bid.s  ;  20  per  cent,  on  the  20th  of 
January ;  30  per  cent.  1st  February ;  20  per  cent. 
15th  February,  aud  the  balance  on  Uie  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  will  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Companv. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  oflering  the  present 
loan  to  the  public  beg  leave  to  state  tLat  it  will 
be  amply  sufficient  to  pay  tho  Income  Bonds  re- 
deemable on  the  1st  Februan.-  next,  and  the  en- 
tire present  fioating  debt  of  the  Company,  as  well 
as  to  complete  .all  the  unfinished  work  now  under 
way. 

By  a  resolution  of  the  Board  of  Directors,  all 
future  outlays  of  every  kind  beyond  the  proceeds 
of  the  present  loan,  will  be  charged  to  expense 
account,  and  paid  from  the  income  of  the  Com- 
pany, after  payment  of  the  interest  on  the  funded 
debt,  and  the  monthly  payment  to  the  Sinking 
Fund. 

After  the  negotiation  of  the  prcs.  nt  loan  and 
the  redemption  of  the  Income  Bonds,  the  {position 
of  the  Company  will  be — 

Stock $10,024  .OCK) 

Bonds  of  1867,  First  Mortgage 3,000,0t.0 

Bonds  of  1859,  Second  Martgage 4,000,000 

Bonds  of  1883,  Third  Mortgage 6,000,000 

Bonds  of  1862,  Convertible 3,600,000 

Bonds  of  1871,  Convertible 4,361,000 

Bonds  of  1875,  present  loan 4,000,000 


Total $24,875,000 

In  the  opinion  of  the  Directors  it  is  perfectly 
safe  to  estimate  the  gross  earnings  of  the' Road, 
for  the  coming  year,  at  $6,000,000,  from  which 
must  be  deducted  :  •  ■  ■*•    ^    -   ■ 

Expenses  55  per  cent $3,300,000 

Sov.  n  per  cent,  on  debt  $24,- 

8^1,000 1,739,570 

Sinking  Fund 420,000 

$5,459,570 

Net  revenue  equal  to  over  5  per  cent. 

ou  stock  applicable  to  cash  dividends 

and  contingencies 540,430 

The  Directors  of  the  Company  arc  coolideut  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  operation  to 
Dunkirk,  have  been  for  jias'gers  and  freight  alone— 

1861  to  18o2$.3,047,74«  lvcrea-se. 

1862  to  1«63  4,138,424  $1,690,676,  say  35|  perct. 
1853  to  1854  5,122,666       934,242,  say  23J  perct. 

The  business  of  the  road  depending  mainly  on 
the  local  traffic,  must  inevitably  increase  iu  the 
same  ratio  as  the  population  of  tho  Counties 
through  which  it  p.isses.  In  the  opinion  of  the 
Supenntendent,  Mr.  McCollum,  the  road  ia  iU 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  iu  the 
receipts  be  e>timated  at  only  15  per  cent,  per  an- 
num, which  is  not  much  over  one-half  of  the  av- 
erage increase  of  the  paist  the  above  utmost  cap^i- 
city  of  the  road  will  be  tested  in  1858. 

As  to  the  running  expenses,  as  they  were  only 
53J  per  cent,  iu  1853  aud  1854,  there  is  every  pw- 
bability  that  with  rigid  economy  and  an  increaf » 
in  the  traffic,  they  can  be  reduced  to  60  per  cenf ., 
but  they  have  been  estimated  at  55  per  cent.,fo 
as  to  leave  ample  margin  for  contingencies. 

The  effjct  of  the  monthly  purchases  by  tk« 
Trustees,  of  the  Bonds  of  the  proseut  issue  pn 
their  market  value,  caunot  fail  to  be  iinmediale, 
and  will  insure  to  the  original  purchasers  a  c«^r- 
Uin  profit  withiu  a  moderate  time ;  for  whilst  tjie 
amount  outsUndiug  wi;l  decrease  each  month,  U>e 
absorption  by  the  Sinking  Fund  will  constantly  In- 
crease by  the  accruing  interest  on  the  Bonds  iu 
the  hands  of  the  Inutens.    In  H  years  the  J&uik- 


■■i  :) 


6S6 


AMERICAN    RAILROAD    JOURNAL.. 


■"->■-...■:,■] 


ing  Fund  will  absorb  $4,768,063,  estimatiug  all 
the  purchases  of  bonds  by  the  Sinking  Fund  to  be 
made  at  jiar.  That  the  Company  will  be  In  a  con- 
dition to  make  promptly  the  monthly  payments 
to  the  Sinking  Fund,  no  one  at  all  acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.  All  the  past  diflicullien  of  the  Company 
have  arisen  from  the  necessity  of  contracting  for 
expenditures,  before  securing  the  requisite  funds 
to  meet  them.  This  is  now  entirely  at  an  end, 
whilst  the  daily  increasing  revenue  of  the  Com- 
pany must  inevitably  increase  the  market  value  of 
its  Bonds,  as  well  aa  of  its  Stock,  the  latter  of 
which  will  no  doubt  ere  long  take  rank  among  our 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "  Proposals  for 
New  York  and  Erie  Railroad  Loan,"  and  addres- 
sed to  DANIEL  DREW,  Treasurer,  Erie-place. 
HOMER  RAMSDELL,  President. 

Nathaniel  Marsu,  Secretary.  ' 

New  York,  Oct.  23,  1854. 

JKew  York  and  £rie  R.  R. 

On  and  after  Wednetday,  Sept.  20/A,  ami  until  ftirtlicr  notice 
-.^M   .       PASSENGER  TRAINS 
m^^^  will  leave  Pier  foot  of  Duanc  street, 
'^J^Wi  as  follows,  viz  ;  — 


Buffalo  Express,  at  6  a.m.  tor  Buffalo. 

DuN'ciBK  Express,  at  6  a.ni.  for  Dunkirk. 

Mail,  at  B)i  a.m.  for  Dunkirk  and  Buflklo,  and  intermediate 
stktioiis. 

ROCKLASD  Tassesger  at  3^4  p.m ,  (froin  foot  of  Chambers 
Street)  via  Picrmont,  for  Suffem  and  intennediate  stations. 

Wat  PASaBNQER,  at  4  p.m.,  for  Oiisvillc,  and  intermediate 
stations. 

Night  Express,  at  5)^  p.m.  Ihr  Ounkiric  and  Buflalo. 

Emigbakt,  at(i  p  m.,  for  Dunkirk  and  Buffalo  and  intennedi 
ate  stations. 

On  Sundays  only  one  Express  Train— at  5  >^  p  m. 

Theso  Express  Trains  connpct  at  Buffalo  with  first-class 
splendid  Steamers  on  Lake  Erie  for  all  ports  on  the  Lake  ; 
and  at  Dunkirk  with  the  Lake  Shore  Railroad  Ibr  Cleveland, 
Cincinnati,  Toledo,  Detroit,  Chicaifo,  etc. 

D.  C.  McCALLUM,  General  Sup'L 

For  Sale. 

A  STATIONARY  Engine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  about  six  month.s. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
iul.l4  20  tf  J  or  74  Broadway,  New  York. 

Rens§elaer  Polytechnic  In- 
stitute. 

DESIGNED  for  the  education  of  Architects  and  Civil 
EsGiNEEBS,— moluding      nilway.  Hydraulic,  Topographi- 
cal, and  Mining  Engineers. 

For  copies  of  the  Anmial  Register,  giving  lUll  information 
respecting  the  Inoiilute,  apply  to 

R.  FRANKLIXGREEXB.  Director,  R.  P.  I. 
32  3m  Troy,  New  York. 


Lowell  3lacliine  Works. 

ALDRICn  &  CALVERT  (lato  Aldrich,  Trso  A  Co.) 
maoutUcturo  and  iXirnish  to  order,  at  short  ooUco, 

Machinists^  Tools 

of  various  description  and  with  th«i  latent  improvements ;  aa 
engine  lathes,  with  swing  16,  20,  24,  29,  SO,  36,  48  inches^  up  to 
7X  feet,  and  bed  made  to  turn  any  dcsirab'e  length  \  planing 
machine;  to  pi«n«  3><,  6,  8,  10,  12,  IS,  20,  22  feet  long,  and  18, 
24,  28,  36,  40,  48,  60  inches  square  ;  also  hand  lathe*,  compound 
planers,  slotting  and  sliaping  rnachines,  vertical  driUs,  Mt 
cutters,  and  many  otr.er  tools  used  in  railroad,  repair  and  ma- 
cliioe  shops. 

Lotceli,  Mats.,  JmCy  1, 186*^ 4Lly 

THOS.M.  CASH, 

PHILADELPHIA  RAILWAY  AGENCY, 

FOR  THE  PURCHASE  OF  ALL  ARTICLES 

required  by 

RAIJLROAl>  COMPANIES 

ON  COMMISSION. 
Office  Na  80  South  Fourth  Street,  near  Walnut, 

PHILADELPHIA. 

REFERENCES. 

Richard  Korbis  &  Sos,  Locomotive  Builders,  Philadelphia. 
Wii.D.  LsTns,E-'q.,Pre8'tCatawi88aR.R.Co.,  „ 

Charles  H.  Fisher,  Esq.,  „ 

Jons  CALDVTELL.Esq,  PrerftSCaroTaRRCo.,  CharUtton. 
J  Pi.'«CKSETHECGER,E»q.,Pres'tN.Ea8t'nR.R.Co..  „ 


fluffaio  Macliinery  juepot. 

BUFFALO,  N.  Y, 
IL  C.  BROWN,  Sup't.         J.  W.  UOOKER,  Proprietor. 

I  AM  prepared  to  luruish  and  Mill  keep  couiitanil>  oo  band 
from  the  t>ebt  munulai'turers  a  full  stock  of  Machinists' 
Tools  fur  railroad  and  oiUer  shops  ;  such  as  Engine  and  Uand 
Lathes,  Large  Driver  Lathes,  Car  Wheel  Boring  Mills,  Power 
and  Hand  i'lauera,  Drill  Presses,  Punch  and  Sbttara,AiLiu  Lathes, 
Power  Wheel  Presses,  Bolt  Cutters,  dec. 

.1.  W.  HOOKER,  Buffalo,  X.  Y. 
Fire .'  Fire  .'  Fire  ! 
Preserve  your  books  in  one  of  Duryee  &  Forsyth's  celebrated 
Fire  King  safes.    They  are  perfectly  secure  and  excel  in  Unish. 
J.  W.  HOOKER,  Agent,  Buffalo. 
Railroad  Track,  Suspension  and  Depot  Scales,  Dormant,  and 
Portable  Warehouse  Scales,  Trucks,  Baggage  iiarrows,  and 
Slauifudt  I'rcsses. 

Buffalo  Machinery  Depot, 
General  Agetuy/or  Rochester  Scale  Works. 
II.  C.  BROWN,  Sup't.  J.  W.  HOOKER. 


Notice  to  Contractors. 


Port  Morris  Manufactory. 

WESTCHESTER  COUNTY,  N.  Y., 

ARE  prepared  to  execute  orders  for  all  kinds  railroad  work 
and  have  on  hand  the  approved  Railroad  Box  with  the 
ruised  Jourual ',  alsoUar  Couplings  (Lewis'  Patent)  and  Ratchet 
Wrenches  flrom  $6  to  $10  each. 
AU  orders  puiictuaUy  atteude<l  to  by  addressing  the  above. 

»I.  C.  BAKER. 
NB.  Long  Iron  Planing  done  on  reasooable  turms. 
37  6m.  108  Front  street,  up  stairs. 


NOTICE. 

THE  Copartnersliiii  heretofore  existing  between  the  under- 
signed, under  the  tinn  of  Smith  dc  Ty«on,  is  this  day  dis- 
solved by  mutual  consent.  KiUitr  partner  is  authorized  to  set- 
tle the  business  of  tne  concern. 

J.  HOPKINSON  SMITH, 
KICUAKD  W.  TYSON, 
•  No.  26  South  Charles  at, 

Baltimore,  July  Ul,  1864. 

Notice  of  Copartnership. 

THE  undersigned  have  this  day  formed  a  Coparuiership 
under  the  tinn  of  J.  Hopkuuon  Snnih,  in  which  Rishuru 
W.  Tyson  is  a  special  partner,  and  J.  HopKinsou  Smith  is  the 
general  partner. 

V       J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON. 
Baltimore,  July  Is/,  18i4.  33  3m 


Notice  of  Copartnership. 

MR.PETERMARIE,heretolbreofiliBflrmofDECOPPET 
Sl  CO.,  has  this  day  formed  a  coparuier.liip  with  Mr, 
KUDOLPU  KANZ,  (for  many  years  with  the  banking  house 
of  Messrs.  L.  Von  Uottinan  &.  Co.,)  under  the  firm  of  MARIK 
&  KANZ,  at  Na  27  William  street. 

Tneir  attention  will  bo  devoted  to  tlic  purchase  and  sale  on 
Commissiou  of  Stocks,  Bonds  and  Foreign  Exchange,  and  to 
the  negotiation  of  Business  Paper. 
New  York,  Ist  September  1S64.  36  8t 


Steam  Eng^ine  and  Blowings 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINS,  20  inch  cylinder,  and  fire  feet  stroke, 
together  with  Blowing  Cylinders,  live  feet  diameter,  and 
SIX  fcet  stroke,  in  perfect  working  order,  for  sale.     Apply  to 
EDW.  BtCH  &.  KUNUAEDT,  62  Beaver  St., 
or,    A.  TOWAR,  Agent  Poughkeepsie  Iron  Works, 
23  tf  Pouglikeepeie,  N.  V. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  railroad  purpose,  wltich  will  bo  sold  at  a  rea- 
sonable price.    For  fUrtUer  infortnatiou,  apply  to 

SAMUEL  J.  HAYES, 
-    M.  of  M.,  Baliuiiure  and  Ohio  K.  B.  Co., 
or,  BRIDGES   &  BBO., 
19  tf  64  Courtland  st,  Mew  York. 


A.  B.  Warford, 

Chief  £ngia«er,Su«qaehiuina  Bailroad,  Qarrisborg,  Ps. 


Machinists^  Tools. 
SHRIVEK  &  BROTHERS, 

Cumberland,  Maryland, 

(on  BaUim«re  ^  Ohio  R.  R^  midway  between  Baltimore  and 
the  Ohio  River) 

MANUFACTURBRd  of  Engine  Lathes,  Planing  Ma- 
chines.  Drill  Presses,  Hand  Lathes,Badother  Machinists' 
Tools.  These  tools  are  built  in  a  superior  manner,  from  the  very 
best  materials,  and  are  particularly  adapteu  for  railroad  shops 
and  all  others  repairing  first  rate  machinery.  Our  location  is 
very  advantageous  for  shipping  work  to  tho  West  or  South. 
Orders  and  communications  receive  prompt  attention.  Address 
SHRIVFR  <t  BROTHERS,  Fulton  Works, 

Cumberland,  Maryland. 
August  mh,  1854.  32  6m 

Low  Moor  iron. 

A  FULL  ASSORTMENT  of  this  superior  brand,  which  for 
strength,  soundness,  and  uniform  quality,  is  confidently  re- 
commended for  all  work  requiring  good  iron,  consisting  of 
Round,  Square,  and  Flat  sizes  of  all  dimensions,  constauUy  in 
store  and   or  nle  In  tott  to  suit  purchasers,  by 

.^  t  '.       ■      W.    BAILBY  LANO  A  CO., 


Chief  Engineer's  Office,  I    ••; 

Columbus,  Ga.,  Sept.  6th,  1864.  J 

SEALED  PROPOSALS,  will  be  received  by  the 
undersigned  at  this  office  until  the  1st  day  of 
December,  for  the  clearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. — 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  sections.  Separate  proposals  are  desired 
for  the  Track  Laying,  building  of  Bridgess  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  5>^  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  interveninj;  swamps;  the 
Trestle  will  be  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Truss  Pivot  draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River ;  from  Mobile  to  the 
river  (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year ;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  eitheir  side  with  provision. 

Payments  will  be  made  one  third  ()^)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  bearing  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; the  balance  (3"^)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Ga.,  Mobile,  Ala.,  or  in  N,  If.,  at 
the  option  of  the  holder. 

To  bidders  personally  unknown  to  the  undei- 
signed.  Bond  and  approved  security  will  be  re- 
quired, .to  an  amount  not  exceeding  (^)  the 
amount  of  the  contract,  for  the  timely  and  faith- 
ful completion  of  the  same. 

22)4  miles  of  the  Road  from  Girard  west  will 
be  open  for  business  the  first  of  November,  and 
62  miles  nine  months  thereafter.  It  is  the  inten- 
tion to  have  the  entire  line  of  246  miles  open  for 
business  early  in  1858. 

8t.37.  GEO.  S.  RUNEY. 

New  York  LocomotlTC  Works, 

JERSEY  CITY. 

THIS  COMPANY  are  prepared  to  execute  with  despatcii. 
orders  for  Locomotive  Uuginee,  Tenders,   and   Railroad 
Machinery  generally,  embracing  the  latest  improvements. 

The  works  bt^ing  located  near  the  water,  and  in  tho  im- 
mediate vicinity  of  the  New  Jersey  and  Erie  Railroads  offers 
great  coDveniences  for  shipping. 

.  ■■•j:  .  BREESE,  KNEEL  AND  &  CO.,  -  - 

Proprietors, 

38  Excfaabge  Place. 
E.  P.  GOULD,  Superintendent 

late  Master  Machinist  oa  Hudson  River  R.  R.  [40.tf. 

P\f\f\  TONS  No.  1  Glengamock  Scotch  Pig  Iron  in  lota  to 
nJyjyj  suit  purchaaera  for  sale  by  r'-' 

NAYLOR&CO., 
99  and  101  John  St. 
N,  B.— The  above  Iron  constantly  imported-  32  tf 

NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  tipon  the  several  Canals  of  this  State, 
described  in  the  following  tabular  stateooent  »t 
the  times  a&d  places  therein  mentioned : — 


■S  ih  jjy' 


AMERICAIV    RAILROAD    JOTTRITAL. 


687 


ENLARGEMENT  OF  ERIE  CANAL— EASTERN 
DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Utica,  until  Monday, 
the  9th  day  of  October  next,  at  10  o'clock,  a.  m., 
tor  the  following  described  wotk : — 

Amount  ot 
Description  of  Work,      Penalty  in         Time  of 

Bond.         Completion. 

f '  action  No.  16 $7,600 ....  1st  April,  1866. 

36 3,300.... 

37 6,200.... 

67 7.000.... 

68 9,600.... 

69 6,000.... 

60 6,000.... 

61 6,000.... 

62 12,400.... 

76 6,100.... 

78 6,800 .... 

131 6.300.... 

132... 6;800.... 

„       133 6,000.... 

Lock  No. 


» 

)i 


» 

M 

)l 
)t 


>• 
II 
II 
l> 
II 
II 
II 
II 
II 
11 
II 
II 


1867. 


1866. 
1867. 


II 
II 


II 
II 
I) 


Ist  April,  1866. 


..IstJnly,  1866, 


•■<Jj . 


1866. 


1865. 


1866. 


l8t  April,  1866. 
,  Ist  July,  1866. 
,  l<st  April,  1856. 


34 6,600....  1st  July,    1856, 

38 6,000. 

40 6,200. 

42 i   6,200. 

Waste  Weir  on  Sec,  120.  1,200 . 
Bridge    Abutments    on 

Sections  15,  16  aud 

17 2,600. 

Bridge    Abutments    on 

Sections  36  and  37.. .   1,300. 
Bridge    Abutments    on 

Sections  67,  58  and 

69   and    Main    street 

Bridge  at  Fultonville.  3,000 . , 
Bridge    Abutments    on 

Sections  60,   61   and 

62 2,000,: 

Bridge    Abutments    on 

Sections  75  and  78. . .   1 ,600 . 
Bridge    Abutments    on 

Sections  111,  115,  121 

and  122 2,000. 

Bridge    Abutments    on 

Sections  132  and  133 .      900 . 
Culverts  on  Sections  69 

and  60 1,200. 

Culverts  on  Section  75.      600. 
Culvert  at  Van  Vran- 

ken's  OD  Section  18. .      300 . 
Culverts  on  Sections  112 

and  121 ,  1,100. 

Culverts     on    Sections 

131,  132  and  133 ... .    1,200 ....  1st  July,  1866. 
Completion  of  Phillips' 

Aqueduct 1,300 ....  1st  April,  1856. 

BLACK  RIVER  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  at  Lyons  Falls  until  Thursday,  the 
12th  day  of  October  next,  at  10  o'clock  a.  m.,  for  i 
the  following  described  work : —  ^ 

Reservoir  at  Wood  Hull 

Lake S3,700.. 

Reserv'r  at  N'rth  Br'nch 

Lake.. 5,600.. 

11  Lock  HoDses  from 

BooQville    to    Lyons 

„  Falls 1^000.. 

Sluices    around    Locks 

No's.  84  to  69  inclus .  2,900 . . 

MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  Satur- 
day, the  14th  day  of  October  next  at  10  o'clock 
m  the  forenoon  for  the  following  described 
work : — 

flection  No.l96 $6,400 . . . 

196 4,300... 

..        197 7,200.... 

Centre  Port  Aqueduct. .  3,400 

Port  Byron       do.         .7,000.... 

OSWECK)  CANAL. 
Sealed  propos*la  will  be  received  »t  the  En- 


■•.it- 


gineer's  Office  in  the  village  of  Fulton  until  Mon- 
day, the  16th  day  of  October  next,  at  10  o'clock 
A.M.,  for  the  following  described  work  : — 

Section  No.  3  below  Sa- 

lina S4,000....Ap'115th,lg67. 

Section  No.  4  below  Sa- 

lina 7,400. 

Part  of  Sections  14  and 

15,  Gascon  Rapids. , .  12,700 . 
Part  of  Sections  16  and 

17,  above  Phoenix. . . .  6,400 . 
Part  of  Sections  17  and 

18,  above  Phoenix  . . .   7,700 . 
Part  of  Sections  22  and 

23,  Morseman  level . .   6,600 . , 
Section  27  at  Fulton . . .   6,000 . , 

CAYUGA  AND  SENECA  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
Tuesday,  the  17th  day  of  October  next,  at  10  o'- 
clock A.M.,  for  the  following  de«cribed  work : — 

Section  No.  9 $7,200 ....  1st  April,  1856. 

10 8,500.... 

Dam  and  Guard  Gate  on 

Section  10 5,600.... 

Culverts  on  Sections  1 

to  6  inclusive 2,200 ...,'" 

Road  and  Farm  Bridge 

Abutments    on    Sec-  -•   ••■ 

tions  1,  4  and  10 2,300 „ 

ENLARGEMENT    OF    ERIE   CANAL— WEST- 
ERN DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion  until  Wed- 
nesday, the  18th  day  of  October  next,  at  10  o'clock 
A.M.  for  the  following  described  work,  between 
Lockport  and  Rochester : — 

Section  276,  with  penalty  in  bond  of. 


Ist  Oct.,   1855, 


1st  Aug.   1855. 


Ist  April,  1857. 


II 
II 
II 
ii 


..$9,000. 

..   6,700. 

..   7,000. 

..   7,600. 

..   8,400. 

..   9,200. 

..   6,700. 

..  4,100. 

..   6,600. 

..    6,600. 

..   9,400. 

..   9,300. 

..   9,200. 

..10,100. 

..   8,000. 

..   7,700. 

..   7,100. 

..   9,400. 

..   7,600. 

..   8,800. 

..   9,700. 

..13,000. 

..   8,600. 

..   8,600. 

..12,200. 

..13,000. 

..   8,000. 

..   6,000. 
Bridge  Abntments  on  Sections  276  to  283, 

inclusive , 3,600. 

Bridge  Abutments  on  Sections  316  to  329, 

inclusive 7,300. 

Bridge  Abutments  on  Sections  330  to  336, 
inclusive 6,400, 


^1 1, 

II 

II 

11 

278, 

II 

II 

II 

279, 

i> 

II 

i> 

280, 

II 

II 

II 

281, 

II 

II 

II 

282, 

II 

II 

II 

283, 

It 

1) 

»i 

316, 

II 

II 

II 

817, 

II 

II 

II 

318, 

II 

II 

II 

319, 

II 

II 

II 

320, 

II 

II 

II 

322, 

II 

II 

II 

323, 

II  - 

II 

II 

324, 

II 

i> 

II 

326, 

i» 

»> 

II 

326, 

II 

II 

II 

327, 

II 

II 

II 

328, 

II 

II 

II 

329, 

II 

II 

II 

330, 

II 

II 

?i 

831, 

II 

II 

»> 

332, 

n 

II 

II 

333, 

II 

II 

II 

334, 
335, 

II 

II 

II 

II 

II 

II 

336, 

II 

II 

II 

•I 
II 


II 
II 
II 
II 


6,200. 
6,500. 
8,000. 
4,000. 
1,000. 
500. 


Culverts  on  Sections  276  to  283  inclusive 
„        316  to  320 
„        322  to  329 
330  to  336 
,,                  „        306 
Waste  Weir  on  Section  830 
Iron  superstructure  of  Gtenesee  st.  Bridge, 
Buff. 1.500 

The  superstructure  of  Genesee  street  Bridge 
and  the  Culvert  on  Section  806  to  be  completed 
by  the  1st  day  of  April,  1866,  and  the  remainder 
of  the  above  work  by  April  Ist,  1866. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  pnce  to  be  paid  or  received,  for  each  and 


every  kind  of  work ;  and  no  proposition  not  tboa 
defined  will  be  received  or  acted  upon ;  aud  no 
proposition  will  be  coD&idered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  iuserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  unitinc 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the  same 
work  or  materials,  or  any  part  of  the  same  ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  lor  the  same  work  or  mater- 
ials, or  any  part  thereofj  and  that  IjO  other  person 
than  such  as  shall  be  named  in  the  proposal  is  in- 
terested in  the  same,  or  has  any  agreement  or  un- 
derstanding to  become  intetested  in  any  contract 
that  may  be  made  in  parsuance  of  such  propoeaL 

Every  proposal  for  work  or  materials  embraced 
in ,  the  above  statements  shall  be  accompanied 
with  a  bona  to  the  people  of  this  State,  in  the  pen- 
alty specified  opposite  each  kind  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  the 
party  making  such  proposal  and  tww  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  equal  in 
the  aggregate  to  twice  the  amount  of  such  penal- 

Each  proposal  must  be  accompanied  by  tbo  cer*  j 
tificate  uf  the  Supervisor  of  the   town,  and  th«  ' 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said   surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  said  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  for  the  payment  of  laborer's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  commis- 
sloncr^until  the  whole  work,  which  is  the  subject 
of  t'ue  contract,  shall  be  fully  and  entirely  com- 
pleted. 

Incase  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  ot^ierwise.  fc-scessive 
and  disadvantageous  to  the  State,  they  may  de-.. 
cUdc  all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  aud  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as 
may  be  exhibited  at  the  several  offices  prior  to  tlM 
letting.  ] 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  accordiag  to  the 
plans,  specifications  and  notices  exhibited  at  the 
letting.  i 

The  persons  to  whom  the  work  may  be  award- 
ed, will  be  required  to  enter  into  contract  for  the 
performance  of  the  work  within  ten  days  afu-r  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board.  j 

The  name  or  names  of  the  persona  proposing; 
must  be  written  out  in  full,  with  their  places  ot 
residence.  ■ 

The  maps,  plans,  speciflcatinos,  quantities  o> 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  Sept.  13th,  1864.      j 
HENRY  FITZHUGH,  } 

FREDERICK  FOLLETT,      '  Canal  Comm'n 
CORNELIUS  GARDINIEB,)  j 

JAMES  M.  COOK,  Comptroller. 
JOHN  I.  CLAftK,  SUto  £n(.  aad  Sarreyor. 
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STATE  OF  NEW  YORK,  SECEETARY'S  OF- 
FICE, ALBANY,  AUGUST  10, 1854.  To  the 
Sheriffof  the  County  of  New  York. — Sir:  Notice 
is  hereby  given,  that  at  the  General  Election  to 
be  held  in  this  State  on  Tuesday  succeeding  the 
first  Monday  of  November  next,  the  following  of- 
ficers are  to  be  elected,  to  wit : 

A  Governor,  in  the  place  of  Horatio  Seymour ; 
A  Lieutenant  Governor,  in  the    place  of  Saa- 
ford  E.  Church ; 

A  Canal  Commissioner,  in  the  place  of  Henry 
Fitzbugh ;  and 

An  Inspector  of  State  Prisons,  in  the  place  of 
Henry  Storms  ; 

All  whose  terms  of  office  will  expire  on  the  last 
day  of  December  next. 

A  Representative  in  the  Thirty -Fourth  Congress 
of  the  United  States,  for  the  Third  Congressional 
District,  composed  of  the  First,  Second,  Third, 
Fifth  and  Eighth  Wards  in  the  City  of  New  York; 
for  the  Fourth  District,  composed  of  the  Fourth, 
Sixth,  Tenth  andTourteenth  Wards  of  the  City  of 
New  -York ;  for  the  Fifth  District,  composed  of  the 
Seventh  and  Tliirteenth  Wards  in  New  York,  and 
the  City  of  Williamsburg,  in  Kings  County  ;  for 
the  Sixth  District,  composed  of  the  Eleventh,  Fif- 
teenth and  Seventeenth  Wards  in  New  York ;  for 
the  Seventh  District,  composed  of  the  Ninth,  Six- 
teenth and  Twentieth  Wards  in  New  York ;  and 
for  the  Eighth  District,  composed  of  the  Twelfth, 
Eighteenth  and  Nineteenth  Wards  in  New  York. 

County  oflScers  also  to  be  elected  for  said  Coun- 

Sixteen  Members  of  Assembly  ;  '  " 

A  Surrogate,  in  the  place  of  Alexander  W.Brad- 
ford ; 

A  Recorder  in  the  place  of  Francis  R.  Tillou  ; 

A  City  Judge,  iu  the  place  of  Welcome  R.  Bee- 
be; 

A  Mayor,  in  t^ie  place  of  Jacob  A.  Westervelt ; 

A  Register,  in  the  place  of  Garret  Dyckman ; 

A  Commissioner  of  the  Streets  and  Lamps,  ic 
the  place  of  George  Q.  Glasier,  who  was  appointed 
to  fill  a  vacancy  caused  by  the  resignatioa  of  Hen- 
ry Arcularius ; 

A  Police  Justice,  for  the  Second  District,  in  the 
place  of  Daniel  W.  Clarke,  who  was  appointed  to 
fill!  a  vacancy  caused  by  the  death  of  John 
M'Grath ; 

Two  Governors  of  the  Alms  House,  in  the  place 
of  Qastavus  A.  Conover  and  William  Pinkney,  ap- 
pointed to  fill  vacancies ; 

A  District  Attorney,  in  the  place  of  Lorenzo  B. 
Shepard,  who  was  appointed  to  fill  a  vacancy  oc- 
casioned by  the  death  of  Nathaniel  B.  Blunt ; 

A  Civil  Justice  and  a  Police  Justice ,  for  the 
Seventh  Judicial  Dijtrict,  composed  of  the  Twelfth, 
Nineteenth  and  Twenty  second  Wards ; 

A  Police  Justice  for  the  Eighth  Judicial  District, 
composed  of  the  Sixteenth  and  Twentieth  Wards. 
Youra,  respectfully, 

E.W.LEAVENWORTH, 
■'"'  /■  ■    -^     ■  .'  Secretary  of  State. 

Sheriff's  Office, 
New  York,  August  14, 1864. 
The  above  is  published  pursuant  to  the  notice 
ot  the  Secretary  of  State,  and  the  requirements  of 
the  statute  in  such  case  made  and  provided. 

JOHN  ORSER, 
SherifiTof  the  City  and  County  of  New  lork. 
'  All  the  public  newspapers  ia  the  County  will 
publish  the  aboTe  once  in  each  week  until  the 
election,  and  then  hand  in  their  bills  for  advertis- 
ing the  same,  so  that  they  may  be  laid  before  the 
Board  o*"  Supervisors,  and  passed  for  payment. 
See  Revi-ed  Statutes,  volume  1,  chapter  6,  title 
3,  article  od,  part  1st,  page  140. 

JOHN  ORSER,  Sheriflr. 
•  Sept.  1, 1854. 

KailroaA  Iron. 

O  nnn  tons  RaUroed  Iron,  54  to  60  Ib«.  per  lineal 
^mKJKJkJ  yard.     For  sale  by 

^  THEODORE  DEHON, 

Contracts  made  as  above  for  Raila  dellvera        «t  Eoglisli  or 
Ajn«nc«n  put*  at  loweM  ntMC 

•  *<-i*i^j^  . .    _  ,^ ..  .    - 
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ASHCROFT  ST£AM   »AUG£. 


AMERICAIf 

STEAM  GAUGE 

COMPANT. 

SOLE  PROPRIETORS 

AMD 

MANUFACTURERS 

FOB  IHK 

UNITED  STATES. 


THE  COMPANY 
ARE  PREPARED  TO 

EXECUTE 

ORDERS    FOR    THEIR 

GAUGE 

AT    THIIK      MAKCrJiCTOKT 

No.  4  Charkatovn  Street, 
BOSTON,  MASS. 


THIS  Company  purchased  of  Mr.  B.  H.  AsHORori  the  Patent  for  the  above  Gauge  in  February  last,  and  they  presume  there 
is  no  necessity  of  stating  the  benefit  of  this  celebrated  Gauge,  which  has  obtained  so  much  repute  throughout  the  Countr>' 
during  the  last  three  years,  as  a  matter  of  economy  and  safety  for  Railroads,  Stationary  Boilers  and  Steamers  its  equal  has  ncyer 
been  discovered.  The  Company  also  purchased  of  Mr.  ASBCRorT  the  Patent  for  the  Footain  Moreau  or  India  Rubber  Gauge 
of  which  the  Eastman,  Lowe  and  German  Gauge  are  considered  by  them  to  be  infhngmeuts.  They  will  furnish  the  India  Rubber 
Gauge  if  desired,  although  they  think  it  cannot  be  depended  upoo.  41  ly 


LOCOMOTIVE  TYERS  made  from  one  bar,  and  Low  Moor  Bar  Iron  of  every  description.  Boiler  Plates,  Rivets,  and  Car 
Axles  ;  also.  Wrought  Iron  Wheels.  Spring,  Tool,  and  Machinery  Steel,  Iron  and  Brass  Tubes,  Locomotive  Balances,  Horse 
Naila,  English  Iron  Wire.  Telegraph  Wire,  dec.,  for  sale  at  the  manufactuier's  prices,  by  W.  BAILEY  LANG  ic  CO.,  64  Cliff 
St,  New  York,  and  0  Liberty  Square,  Boston,  sole  agents  in  America  to  the  Low  Moor  Iron  Company.  ^tf 


RAILROAD  SPIKES. 


WROUGHT  IRON 

Cbairs  and  Fastenings. 

THE  undcrslifned  will  continue  to  manufacture  with  incrcage<l 
fiioUities,  HOOK  &  FLAT  HEAD  RAILKOAD.8PIKES, 
of  aU  patterns,  WKOUGHT  and  CAST  CHAIRS  and  FAST- 
ENINGS, BOILER  RIVETS,  BOLTS,  SHIP  and  BOAT 
SPIKES,  ice,  Ac 

The  best  quality  of  Refiaed  Iron  ii  "ised,  and  all  orders  fiUctl 
with  despatch. 

^  -  J.  HOPKINSON  SMITH, 

No.  23  South  Charles  sir. 
US'  Please  direct  the  name  in  fUlU 
BaUimore,  July  1st,  1804.  83  t£ 

SEPTIMUS  NORRIS, 

OrVIL.  BIBCHANICAL  &  CONSULTING  ENGINEER 

OFFERS  his  8er\ices  to  Railroad  Companies  and  Engineero, 
to  provide  them  with  Plans  and  Proportions  of  Locomo- 
tives for  burning  coal  or  wood  ;  calling  the  attention  of  Engi- 
neers and  Railroad  Managers  to  his  New  Patent  Boiler  for 
burning  Anthracite  Coed;  also  Plans  for  Depot  Builditig?, 
Railroad  Tools,  and  all  kinds  of  Machinery  appertaining  to 
Railroads  ;  he  will  also  superintend  personally  the  construction 
and  building  of  any  Locomotives  they  may  order,  in  this  or  any 
other  city,  so  as  to  insure  the  Companies  receiving  good  ma- 
chines and  fbthfUl  workmanship. 

Having  been  engaged  for  many  years  profes«ionally  as  Engi 
neer  upon  many  of  our  most  important  Roads,  In  their  Loca- 
tion, Building  and  Equipment,  and  for  the  last  20  years  practi- 
cally engaged  in  the  Manufacture  of  Locomotives,  feels  satis- 
fled,  he  can  tave  the  Companies  who  may  think  proper  to  en- 
gag*  hit  lervicet,  many  dollars,  and  losa  hy  receiving  imperfect 
machirtes,  which  have  been  built  and  put  together  hastily. 

▲ddr«M  to  No.  28  Sanuner  gt,  Fhiladeiphw. 


Serew  Pile  Fonndations. 

....  --* 
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ALEXANDKH  MITCHELL'S 

Patent   Iron    Serew    Pile, 

FOR  ohtiiiniiia  pp-manent  fbuwliitinns  on  Hirers,  Morasses,  ■ 
and  Qii,'r>,sfiiii!>'.  for  RMjlway  Bridtrep,  Viaducts,  Depots. 
Wharves,  *.•.  I.  W.  P.  LE\\a8,  C.  B.,  > 

Agent  in  the  United  States, 
No.  30  South  5th  street,  Pbiladklpbia. 

NUGENT'S  COLIiEGE 

or 
ENGINEERS  AND  MECHANICS,  '^■ 

Public  Square,  Cleveland,  Ohio.  -"^S'-f 

E.  Nugent,  C.  E.,  Principal.  ::^^, . 

THE  design  of  this  Institution  is  to  afford  yoong  men  an  op- 
portunity of  acquiring  a  knowledge  of  the  profession  of 
Civil  Engineering,  and  to  Mechanics  and  Tradesmen  a  sound, 
theoretical  and  practical  knowledge  of  Mathematics,  Archite»>' 
tur&l  and  Mechanical  Drafting,  Plain  and  Ornamental  Penmas-,^ . 
ship.  See. 
For  flutberparticulari  ad4r«e«  tbeFfiocipaL 
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STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 
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HENRY  y.  POOR,  Editor. 
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PcBLiSHSD  BT  J.  H.  BCHULTZ  &  CO.,  No  9  Spbcck  st. 
ReDT  Tork,  Satnrday,  Bfovcmber  4,  1854:. 


The  Character  of  Rnropean  and  American 
Securities  Contrasted. 

It  is  characteristic  of,  and  peculiar  to  this  coun- 
try, that  all  their  institutions  and  every  collective 


ges  have  not  taken  place.  The  change,  of  course, 
is  not  one  of  essence  but  o(  form.  Where  timd  dis 
closes  any  friction  in  the  machinery  of  society,  or 
any  defect,  or  wrong  in  the  organic  Law,  it  is 
changed  so  as  to  adapt  its  working  to  the  pr.  sent 
exigency,  with  as  little  ceremony  as  men  change 
the  structure  of  their  houses,  or  the  mode  of  con- 
ducting their  business.  Of  course,  such  changes 
cannot  be  made  upon  the  frivolous  pretext  of  a 
faction,  nor  by  the  majority  save  in  obedience  td 
the  provisions  of  the  organic  law.  But  when 
change  is  improvement,  it  is  adopted  as  readily  as 
was  the  original  law  it  supercedes. 

From  what  has  been  said  it  will  be  leen  that 
every  public,  or  collective  act  of  our  people  is  a 
matter  of  contract.  Owing  no  obligation  to  the 
past,  our  people  impose  none  upon  the  future.  The 
peculiarity  of  this  coantry  in  this  respect,  and 
its  great  contrast  to  all  others,  is  no  more  striking- 
ly seen  thau  in  the  manner  in  which  our  public 
debts  are  created  and  treated.  When  the  general 
government  seeks  to  borrow  money,  it  makes  it  a 
regular  business  transaction,  agreeing  to  pay  a 
certain  rate  of  interest,  and  return  the  principal  at 
a  day  certain.  Immediate  measures  are  adopted 
to  place  in  the  hands  of  Government  the  means  to 


act  of  our  people  arc  the  result  of  agrecTnents  or  "»''«'  ^^^  obhgations  at  maturity.  Already  has 
contracts.  In  adapting  themselves  to  their  7ie«r  '^^  ^°"*1  ^^o^^™'^^'  <>°ce  paid  off  its  entire 
conditions,  tradition  or  prescription  were  of  little,  *"***^'*'^°^*''  ^""^  "*  ^**'  UquidaUug  another 
or  no  use,  except  to  regulate  their  social  inter- ™*>'"^  recently  contracted.  There  is  no  principle 
course.  The  polUical  relations  which  they  previ-  **'"  ^•'®^*°e  ""''*'  '^^^'^  imprinted  in  the  minds  of 
ously  susUined  being  changed,  it  necessarUy  led  *"  P®**?'**'  '^*^  ^^^  •"  ^^"  coUeciive  capacity 
to  an  abandonment  of  those  laws  and  regulations  "^^^  ^'^""'^  °*®  nothing.  The  reason  is  that  the 
by  which  those  relations  were  mainUined.  The  government  and  the  people  are  the  »ame,and  it  is  felt 
early  pioneers  came  to  this  countr ji as  adventurers  ^*'  "*®"  "  °^ ™°™  '■®****°  ^^^  government  should 
and  equals.     They  all  possessed  an  equal  right  to  i  *'»^«  *  i-nging  over  it,  than  the  individuals 

the  soil.  Ever  since  the  first  setUer  landed  upon  l^****  compose  it.  This  feeling  is  strengthened  by 
our  shores  have  we  yearly  re-enacted,  in  the  great  i^*^*  *"*<^'  thit  government  in  this  country  has  limit- 
march  of  our  people  across  the  coutinent,  what  "^  P^***"  ^'^'^  functions,  which,  in  theory,  are  on- 


took  place  at  the  first  attempt  at  social  and  politi 
cal  organization  at  Plymouth  or  Jamestown. 
These  organizations  were,  and  are,  simple  con- 
tracts, binding  only  during  the  pleasure  of  the 
parties.  Hardly  a  year  elapses  that  does  not  wit- 
ness the  abrogation  of  old  contracts  and  the  for- 
mation of  new,  commonly  expressed  by  the 
term,  "change  of  tho  constitution"  of  a  SUte,  We 
cannot  name  a  SUte  where  several  of  such  chan- 


ly  exercised  for  the  good  of  the  gooerned.  The 
policy  and  tendency  therefore  is,  to  divest  it  equal- 
ly of  responsibility  aud  power.  The  same  ten- 
dency manifests  itself  in  the  subordinate  organiza- 
tions of  the  States.  The  debts  of  these  from  the 
limited  power  they  retain,  are  createtl  almost  en- 
tirely for  works  of  public  improvciueDt.  The 
debts  are  contracts  upon  iim^,  and  with  one  or 
two  exceptions,  are  in  rapid  progress  of  liquida- 


tion, and   in  a  few  years,  mt>st  (of  them  will  bo 
paid  by  moans  provided  by  existing  laws. 

What  we  Lave  said  will  explain  the  character 
of   the  public  indebtedness  of  this  country  aud 
will  show  how  It  contrasts  with  ihe  debts  of  Eu- 
ropean States.     The  latter  are  in  most  cases  pay- 
able at  the  pleasure  of  government ;   a  pleasure 
of  which  there  seems  no  probability  that  it  will 
b«  ever  exercised.     The   probable   payments  of 
the  debt  of  European  States  do  not  sccm  to  coue 
into  the  category  of  ckaiuxs.    But  this  is  not  all. 
The  relations  that  the  Europcau  nations  sustain 
to  each  other  impose  upon  them  the  necessity  of 
consuming  a  large  part  of  the  annual  increaiM  of 
the  capital  of  their  subjects,  in  mainttuiuHg  such 
relations ;  which  increa^ie  is  annually  added  to  the 
amount  of  their  existing  debt.     There  seems  to 
be  no  more  ability  to  check  such  increase  than 
to   pay  off  the   obhgations  previously  incurred. 
What  the  result  is  to  be  is  an  interesting  problem 
which  we  have  Lever  seen  much   discussed.    It 
can  be  well  imagined  that  in  tnru,  the   annual 
charge  of  the  public  inUobtcdness  of  some  of  the 
European  States    may  become  greater  than  the 
ability  of  the  people  to  meet,  and  the  machlntrj  of 
political  organixatious  ceast-  from  shere  cxhau*tion. 
Such  a  rebult  iu  some  cases  appears  not   to   be 
far  distant.    Certainly  there  must  be  an  €nd  to 
the  policy  of  the  past.     It   cannot  last  alwayH, 
unless  we   ate    to   believe   that   the  productive 
power  of  society  ke^ps  paco  with  tho  increasing 
demands  of  governments,  which  is  haidly  suppos* 
able.      Modern   civilization    has  euonuoubly    in- 
creased the  expenses  of  all  governments,  partic* 
ularly  such  as  are  forced  to  maintain  large  arma- 
ments.     Such    necessity    operates   very   heavily 
upon  some  States,  who  wiih  less  means  aud  re- 
sources, are  obliged  to  keep  up  the  greatest  foice. 
A  financial  crisis   therefore  appears  to  be  hang- 
ing  over  some,   if  not  most  of  the  £urop«aa 
States,  and  it  is  hardly  possible  to  believe  ih;;t 
they  can,  with  their  old  ideas,  adapt  themselves 
to  the  new  order  of  things,   « ithout  revoloUous 
which  may  change  the  whole  aspect  of  society. 
Nations  may  work  out  their  ideas,  though  ULder 
great  burdcus,  by  harmoaiuus  actiou;  but  it  is 
hardly  po8;>ible,  and  we  believe  there  never  was 
an  instance,  where  the  reception  of  new  ideas,  a 
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neio  life,  or  «e?r  principles  of  action  did  not  involve 
a  subvtTsion  of  the  existing  order. 

But  our  last  remarks  are  not  exactly  in  place, 
uor  were  they  intended.  Oar  design  was  to  contrast 
tbo  nature  of  the  public  indebtedness  of  this  cono- 
try  with  that  of  European  States,  and  to  draw 
an  inference  favorable  as  far  aa  might  be  to  the 
superior  value  of  onr  own,  and  also  to  explain 
the  unwillingness  of  our  people  to  create 
jKrjtelual  funds,  and  make  them  chargeable 
upon  our  railroads  as  suggested  in  a  recent  com- 
niuaicitiou  in  our  paper.  Our  companies  prefer 
to  raise  money  upon  contracts,  which  expire  by 
their  own  limitation,  rather  than  create  obliga- 
tions which  can  never  be  modified  nor  avoided. 
They  are  too  impatient  of  restraint  to  favorably 
entertain  sach  ideas ;  and  too  careful  of  their  pos- 
terity to  limit  theiu  to  any  obligation  which  they 
niuy  not  have  the  right  to  discharge.  We  are  not 
expressing  upiiiiuus  liivorable  to  Ami  kan  ideas 
only  explaiaiiii;  the  ground  and  the  reasons  upon 
which  they  are  based.  That  in  the  science  of  gov- 
ernment, and  in  political  organizations  oar  people 
are  fur  in  a<lvance  of  other  States  will  not,  we 
presume  be  questioned.  We  thmk  too  they  may 
claim  a  superiority  in  the  manner  in  which  they 
conduct  their  public  works.  But  in  the  details  ol 
their  management,  and  in  making  Unaocial  ar- 
rangements we  may  undoubtedly  learn  much  from 
our  older  and  more  experienced  neighbors.  In 
all  such  matters  a  pride  of  opinion  should  by  no 
means  come  in  our  way  of  improvemei^t.  Nor 
should  the  existence  of  a  particular  modeiol  doing 
things  ever  bo  allowed  to  sanction  its  use^ 


generally  should  look  with  favor  upon  a  project 
which  promises  an  easy  transit  for  coal.  This 
City  must,  soon  have  several  very  important  "  coal 
roads,"  and  we  see  no  reason  why  the  Warren 
and  Bassex  Railroad  may  not  be  one  of  them. 


SuaBCX  and  M^arren  Rallroadt 

A  company  has  been  organized  in  Nev^  Jersey 
under  the  above  name  to  construct  a  linQ  of  road 
from  a  point  on  the  Delaware  River  to  j[;bester, 
New  York.  The  object  is  to  form  a  direct  open- 
ing from  the  co<U  tieids  of  Pennsylvania,  ^hrough 
the  richest  iron  sections  of  New  Jersey^j  to  the 
liudstiu  River  at  Newburg,  whence  the  products 
of  both  the  iron  and  coal  mines  may  be  sent  with 
facility  in  any  direction.  On  the  Delaware  it  will 
intersect  the  road  from  Easton  to  Scranj^n,  and 
at  Chester,  connect  with  the  Erie  and  iis2lcwbui-g 
Branch.  At  Ncwburg  it  will  tind  a  virtutd  exten- 
sion East,  in  the  Providence,  Hartford  at^d  Fish- 
kill  road  to  Uartford,  Providence,  Boston  [Su:,  To 
our  city  it  will  furnish  easy  transportatioq  for  boih 
coal  and  iron,  and  also  cheap  carriage  for  .hosamc 
articles  to  Albany  and  Troy.  '.     f  '  |('  v  j 

We  are  pleased  to  know  that  the  build))ij^  of  this 
road  has  been  taken  in  hand  by  the  iron  interests 
and  the  citizens  ot  New  Jersey  with  greit  coufl- 
deucc  in  its  ultimate  value,  and  th^l  thti  means 
have  been  provided  for  its  immediate  cona Iruction. 
The  company  in  New  Jersey  has  a  ciipiul  ol 
SOOO.UUO:  JustPH  Edsall,  Esq.,  of  Hamburg,  N 
J.,  is  President,  Mr.  Lawrence,  Secretary'  S.  Fow- 
ler of  Port  Jervis,  Treasurer,  and  Mr.  Haines,  of 
New  Jersey,  Engineer.  The  preliminary  surveys 
show  the  length  of  the  whole  line  to  be  about  58 
miles;  maximum  grades  22  leet  and;  average 
grades  7  leet  per  mile. 

We  understand  that  the  iron  men  of  I>ew  York 
and  Boston  are  doing  much  to  aid  in  the  construc- 
tion of  lateral  roads  for  the  dcvelopmeitt  of  the 
coal  and  iron  resources  of  the  section  |  ,boye  al- 
lad«4  to  and  we  think  the  citizens  of  I^ew  York 


Georgia  Railroad  Companjr. 

HISTORICAI,    NOTICE. 

The  Oeorgia  Railroad  Company  was  chartered 
in  1833,  with  authority  to  construct  and  maintain 
a  railroad  from  Augusta,  Georgia,  to  a  convenient 
point  for  branching  to  Athens,  Madison  and  Eaton- 
ton.  The  charter  confers  the  usual  powers  guar- 
anteed to  railroad  corporations,  and  is  perpetual 
in  its  duration.  In  1838,  the  charter  was  amended 
by  authorizing  the  company  to  extend  the  Madi- 
son Branch,  which  was  the  main  line,  to  a  junction 
with  the  eastern  terminus  of  the  Western  and 
Atlantic  Railroad,  near  Atlanta.  Subsequent  au- 
thority was  also  obtained  for  the  construction  of 
the  Warrenton  Branch,  and  Wilkes  County  Rail- 
road, which  now  form  a  park  of  the  company's 
line.  -  .^■-*.«,.»...;.'  ;-- 

The  charter  of  the  company  confers  Banking 
privileges,  which  have  been  exercized ;  but  as  the 
accounts  of  the  Bank  are  entirely  distinct  from 
those  of  the  road,  any  reference  to  the  former  is 
unnecessary. 

The  work  of  construction  was  commenced  in 
1835,  and  iu  1837,  40  miles  of  the  road 
were  opened  for  traffic;  in  1839,  74  miles; 
in  1840,  88  miles;  in  1841,  105;  in  1842,  147>^  i 
in  1845,  155;  in  1846,  105;  in  1847,  213,  and  in 
1864,  231  milea.  ;. «  .' "    t-v. 

The  road  was  originally  laid  to  Union  Point,  a 
distance  of  7C  miles,  with  a  plate  rail  upon  strin- 
gers. From  that  place  to  Madison,  28  miles,  with 
a  rail  of  46  lbs.  to  the  yard.  The  Athens  Branch 
was  laid  with  a  light  T  rail  upon  stringers.  From 
Madison  to  Atlanta,  a  light  Q  rail  of  42  lbs. 
to  the  yard,  laid  on  stringers  was  used.  The 
other  branches  were  laid  with  a  ilat  rail,  8-lOth 
by  2)4  inches.  The  road  to  Union  Point,  76  miles, 
has  since  been  relaid ;  53  -  miles  with  an  H 
rail  of  50  lbs.  to  the  yard,  on  stringers,  6s.  23  miles 
with  a  T  rail  of  60  lbs.  to  the  yard,  on  lies,  two 
feet  from  centre  to  centre.  The  company  are  now 
reconstructing  the  whole  road  upou  this  plan. 

The  original  estimated  cost  of  the  road  was  $3,- 
450,000.  When  completed,  the  cost,  with  the 
equipment  amoimted  to  33,2<  2,676.  The  amount 
now  charged  to  road  and  outfit  is  S"4,OU7,048  4U. 
The  increase  has  been  for  depots,  machine  shops, 
additional  outht,  improvement  of  the  track  and 
structures,  and  for  a  portion  of  the  heaving  iron  to 
uke  the  place  of  the  Hat  bar  ah-cady  removed  from 
76  miles.  For  several  years  past  all  expenditures 
have  been  charged  to  the  expense  account,  it  being 
the  tixed  policy  of  the  company  not  to  increase 
the  capital,  or  to  place  anything  to  the  credit  of 
the  reseivcd  fund,  uot  available  for  dividends. 

For  four  years  from  1842  to  1846  in  consequence 
of  the  embarrassed  state  of  the  company's  affairs, 
the  net  earnings  were  expended  in  construction. 
In  May  1849  a  dividend  of  60  per  cent,  in  stock, 
upon  a  capital  of  $2,262,497  16,  was  declared. 
The  stock  was  further  increased  by  calling  in  25 
per  cent,  on  the  same  amount.  The  stock  created 
in  this  manner  was  equal  to  $1,696,873,  which 
added  to  the  old,  made  an  aggregate  of  $3,969,- 


869.  The  balance  of  the  $4,000,000  wjis  placetl 
to  tho  credit  of  the  company.  In  ISol  the  stock 
was  further  increased  to  4,156,000  by  the  consoli- 
dation of  the  Wilkes  County  Road. 

The  following  statement  will  show  the  amount 
of  capital  stock,  and  the  amount  and  rate  of  divid- 
ends paid  by  the  company  since  1880.  For  several 
years  after  the  company  commenced  operations 
interest  in  the  capital  stock  paid  was  allowed. 


Capital. 

Dividend. 

Rate. 

Nov. 

1836. 

.  $858,615 

$26,018 

3 

Feb'y 

1837. 

.1,170,716 

41,462.80 

4 

Oct. 

1837. 

.1,434,405 

53,902.64 

4 

April 

1838. 

.1,910,215 

70,492.90 

4 

Oct. 

1838. 

.2,011,896 

80,300.96 

4 

April 

1839. 

.2,116,810 

84,178 

4 

Jan'y 

1810. 

.2,143,317 

86,234.68 

4 

April 

1840. 

.2,193,952 

86,613.48 

4 

April 

1842. 

.2,201,612 

220,161.20  10  in  stock 

Jan'y 

1846. 

.2,288,449.92 

45,768.88 

o 

Oct. 

1846. 

.2,289,199.92 

45,783.99 

2 

April 

1847. 

.  2,289,199.92 

45.783.99 

2 

Oct. 

1847. 

.2,289,199.92 

68.076.99 

3 

April 

1848. 

.2,293,118.36 

68.807.01 

3 

Oct. 

1848. 

.2,26:2,497.16 

67,874.91 

3 

April 

1849. 

.2,262,497.16 

79,187.31 

3^    - 

Oct. 

1849. 

.4,000,000 

140,000 

3>6 

April 

1850. 

.4,000,000 

140,000 

m  •■; 

Oct. 

1850. 

.4,000,000 

140,000 

m  - 

April 

1861. 

.4,000,000 

140,000 

zyi 

Oct. 

1851. 

.  4,000,000 

140,000 

3.^ 

April 

1852. 

.4,000,00'J 

140,000 

3>'2 

Oct. 

1852. 

.  4,000,000 

140,000 

3>2     7: 

April 

1863. 

.4,000,000 

160,000 

^         -f 

Oct. 

1853. 

.4,000,000 

160,000 

4        ^ 

April 

1864. 

.4,156,000 

166,240 

4 

A'«y^f.  *•,  v<«^^^||kf»^ 
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ROUTE    AND   CONNRCTIONa.  v      »••• 

■  ■■    :  .,  t  f , '  - 

The  route  of  the  Georgia,  as  is  the  case  with 
most  of  the  sontheru  roads,  is  very  favorable  to 
cheap  construction.  The  maximum  gradients  are 
only  87  feet  to  the  mile,  and  the  shortest  radius 
1,900  feet.  The  gauge  of  the  road  is /re  feet.  At 
Augusta,  the  Georgia  Railroad  connects  with  the 
South  Carolina  Railroad,  reaching  to  Charleston, 
and  with  the  Waynesboro  Road,  which  with  the 
Georgia^Central  opens  a  communication  with  Sa- 
vannah. The  S.C.Railroad^brings  the  Georgia  R.R. 
upon  the  great  line  of  travel  between  the  North- 
ern and  South  Western  States,  embracing  at  the 
present  time  Tennessee  among  the  number.  The 
Savannah  River  which  is  navigable  to  Augusta, 
affords  a  convenient  outlet  to  tide  water  of  all  the 
produce  brought  to  that  place. 

At  Atlanta,  its  western  terminus,  the  road  con- 
nects with  the  Macon  and  Western,  the  Atlanta 
and  Lagrange,  and  the  Western  and  Atlantic.  The 
Atlantic  and  Lagrange  connects  with  the  Mont- 
gomery and  West  Point  Railroad  extending  from 
the  Western  boundary  of  Georgia  to  the  navigable 
waters  of  the  Mobile  River,  at  Montgomery. 
These  roads  now  furm  a  part  of  the  great  line  of 
passenger  travel  between  Mobile  and  New  Orleans. 
and  tho  Northern  Sutes.  The  connection  formed 
with  the  Western  and  Atlantic  Road  throws  upon 
the  Georgia  Railroad  a  large  amount  of  travel 
from  Tennessee,  there  being  a  line  of  railroad  tho 
entire  distance  between  Augusta  and  Nashville. 
The  position  of  the  Georgia  Railroad  is  very  favor- 
able in  reference  to  other  roads,  and  the  rapid  in- 
crease of  its  passenger  traffic  shows  the  value  and 
imi*ortanco  of  such  connections. 

The  road  traverses  one  of  the  best  portions  of 
the  State  of  Georgia,  which  furnishes  a  very  large 
local  business  as  the  receipts  from  freight  show. 
The  most  important  article  transported  ia  raw 
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coUon,v/h\ch  from  its  high  value,  and  the  convenient 
bulk  in  which  it  is  placed  for  transporlatioD,  is  a 
very  profitable  freight.  The  amount  of  this  arti- 
cle transported  over  the  road  in  1854,  equalled 
154,727  bales ;  in  1853,  194,742  bales.  ='    "" 

EQUIPMENT. 

The  road  is  well  equipped,  having  39  loco- 
motives, 16  eight  wheel  passenger  cars,  6  baggage 
and  mail  cars,  297  box  freight,  232  platform  and 
43  stock  cars ;  all  in  good  repair. 

The  following  extract  from  the  report  of  the 
President  will  show  the  results  of  the  operation 
of  the  road  for  the  past  year,  the  condition  of  the 
company's  aSairs  and  their  prospects  for  the  fu- 
ture. -1  <.5- 

It  appears  by  the  report  of  the  Superintendent 
that  the  gross  earnings  of  the  road  for  the  year 

ending  31st  March,  have  been $931,767  69 

And  the  expenses  of  management,  and  f  ^  - ._    . ;.« 
all  expenditures  for  and  on  account       ■  "      - ' 
of  Road . . .;,  i, . . ,  «.. pi  . «.. 588,552  86 

Leaving  net  profits  from  Road. . .  $343,214  78 
By  the  statement  of  the  :  .,  ,^ ,  ^  ,_, ,., 

Cashier,  the  gross  earn-  ..    ;.^r.. 

ings  of  the  Sank  have  "    '  .  -^ 

been $93,093  62  -'   ;• 

Charged,  with  interest  on       •••"    •       ■    •>  ■--.;i^ 
bonds,   taxes    and    ex-  -. -. •^-:,iT 

penses 74,547  61    .:,  ^  _[,■'. 

Leaving  net  profits  from  Bank. . .     18,546  01 

Net  profits  of  the  Company  from 

all  sources $361,760  74 

Add  amount  standing  to  credit  of  sur- 
plus profits  on  31st  March 80,480  35 

Makes  a  total  of  surplus  profits  on 

that  date  of $442,241  09 

From  this  two  dividends  have  been 

declared   of   $4    per    ahare   each, 

amounting  to $326,240  00 

Leaving  to   credit   of   reserved 
fund $116,001  09 

It  will  be  perceived  that  the  Board  has  con- 
tinued dividends  at  the  rate  of  8  per  cent.  The 
net  profits  have  clearly  justified  that  policy  since 
it  was  commenced.  The  ext.-a  expenditures  of  the 
last  year,  however,  have  necessarily  been  very 
large,  aod  it  will  be  seen  by  the  report  of  the 
Superintendent  that  large  outlays  must  be  made 
for  uew  iron,  and  increased  outfit  for  some  time  to 
come.  As  these  outlays,  and  the  instalments  on 
our  funded  debt,  must  be  met  from  the  surplus 
profits  of  the  Company,  it  may  be  deemed  good 
policy  by  the  Board  to  be  elected  for  the  next 
year,  to  return  at  least  for  a  time  to  the  former 
accustomed  dividend  of  7  per  cent.  This,  how- 
ever, will  depend  on  the  future  resources  of  the 
Company,  and  the  Board  for  the  time  being  will 
doubtless  act  with  a  wise  discretion.  The  subject 
is  only  mentioned  here,  that  if  such  policy  should 
be  adopted,  it  may  not  produce  any  apprehension 
of  the  diminished  prosperity  of  the  Company. 

The  extra  outlays  for  the  road  for  the  past  year 
have  been  large,  but  not  larger  than  the  stock- 
holders were  led  to  expect  from  the  last  annual 
report.  They  have  been  for  new  work,  and  there- 
fore add  to  the  permanent  value  of  the  property 
of  the  Company.  It  is  not,  however,  purposed  to 
increase  the  capital  stock,  or  make  new  loans,  and 
they  have  therefore  been  charged  upon  the  income, 
and  diminish  the  surplus  profits  to  that  extent. 
It  will  be  seen  that  these  extra  expenditures 
amount  to  $163,689  62,  which,  deducted  from  the 
amount  of  expenses  and  expenditures  charged 
upon  the  income,  leave  a  balance  of  $424,963  ]  8 
for  the  ordinary  current  expenses  of  the  year. 
This  shows  a  decrease  of  ordinary  current  expen- 
ses compared  with  the  previous  year  of  $7 ,796  78. 
Thai:    >^fi: '  » 


Ordinary  current  expenses  for 

1852-'53 $432,759    96 

Do.    do.    for  1853-^64..,.  ....   424,963    18 


$7,796    78 

Tho  Directors  had  hoped  that  the  outfit  in  cars 
and  engines  would  be  fully  sutficient  for  the  actual 
or  prospective  business,  and  that  no  further  de- 
mand upon  our  income  would  be  made  on  this  ac- 
count, except  for  repairs  and  renewals  sufficient 
to  keep  up  the  existing  stock.  This  hope,  how- 
ever, was  partly  based  on  the  assumption  that 
that  other  connecting  roads,  would,  before  this, 
have  furnished  their  full  quota  of  rolling  stock, 
which,  as  yet,  they  have  failed  to  do.  It  is,  there- 
fore, very  desirable  that  our  outfit  should  be  in- 
creased, for  reasons  stated  by  the  Superintendent, 
and  abolutcly  necessary  that  liberal  outlays 
should  be  made  for  the  renewal  of  the  iron  beyond 
Madison.  For  the  latter  purpose,  the  Board  be- 
lieve that  the  estimate  of  the  Superintendent  is 
full  low,  and  should  be  rather  increased  than  di- 
minished. 

Since  the  last  meeting  the  Washington  branchhaa 
been  completed  and  received  by  this  company  at 
a  cost  of  $156,000.  Exchanges  of  stock  have 
been  very  nearly  completed  as  will  be  seen  by  re- 
ference to  the  Htock  account.  This  branch  has  not 
been  long  enough  in  use,  to  form  a  correct  esti- 
mate of  its  value  as  an  investment,  but  the  Direc- 
tors have  no  reason  to  believe  that  it  will  fall 
short  of  the  estimate  made  at  the  time  it  was  un- 
dertaken. 

The  Nashville  and  Chattanooga,  and  Atlanta 
and  Lagrange  Roads  have  also  been  completed 
since  our  last  annual  convention,  and  we  have  now 
continuous  lines  of  Railroad  communication  from 
Maine  to  Montgomery — Alabama,  and  from  the 
same  point  to  Nashville — Tenn.  From  these  im- 
portant extensions,  great  advantages  to  our  Road 
have  been  anticipated,  and  an  increase  of  about 
33  per  cent,  in  the  business  of  the  last  month  over 
that  of  April  1853,  may  be  mainly  attributable  to 
these  important  extensions.  The  unsurpassed  fer- 
tility of  Middle  Tennessee,  must  always  furnish  a 
heavy  tonnage  to  the  Nashville  and  Chattanooga 
Railroad  and  it«  eastern  connections,  and  we  may 
well  congratulate  the  stockholders  of  that  compa- 
ny ;  who  after  encountering  may  difficulties  and 
delays  in  their  mountain  sections,  have,  at  length, 
reached  a  consummation  of  their  labors. 

It  will  be  seen  that  the  gross  earnings  of  this 
Road  the  last  year  have  decreased  as  compared 
with  the  previous  year  the  sum  of  $2,356  49. — 
This  result  is  highly  encoturaging  when  we  consid- 
er that  the  decrease  on  the  article  of  cotton  alone 
was  equal  to  $54,000,  as  will  be  seen  by  the  re- 
port of  the  Superintendent.  This  falling  off  in 
cotton  was  alone  occasioned  by  a  short  crop  in 
that  section  tributary  to  oar  Road.  That  this 
large  item  should  have  been  nearly  made  up  by  a 
healthy  increase  in  other  branches  of  traffic,  was, 
perhaps,  scarcely  expected  by  the  stockhold- 
ers. 

In  July  last,  the  Board  agreed  on  certain  con- 
ditions to  recommend  a  snbscriptioD  of  $400,000, 
to  a  proposed  road  leading  from  Warrenton  to 
Macon.  The  route  has  been  surveyed,  and  proves 
favorable,  as  to  curvature  and  grades,  but  more 
expensive  than  anticipated.  There  has  evidently 
been  a  great  change  in  the  financial  condition  of 
the  country  since  the  additional  action  of  the  Board 
and  the  Board  is  not  apprized  of  the  probable  ex- 
tent, to  which  contributions  may  be  expected  from 
other  quarters.  The  subject  is  submitted  to  the 
stockholders  for  such  acliou  as  the  may  think  pro- 
per to  take  on  it. 

Condensed  statement  of  the  condition  of  the  Ozorgia 
Railroad  <f-  Banking  Company,  April  Isl,  1864. 

ASSETS. 

The  Road  and  its  oatfil$4,097,048  40 
Wilkes  Railroad  coiq- 

pany 147,200  00 

4,244,248  40 

*Materials  on  hand  for 

Rowi , 't^P>a^  T*i«  82.616  04 


Salaries,     $12,313  00 ; 

Incidentals,  2,687.67.        16,000  57 
Agents'      commissions 

$7,266  95  J      Taxes, 

$1,952  12 9,219  07 

Interest  on  Bonds  $50,- 
315  97;    Protests  $12 

00 60,327  97 


Road  ex  penses  and  pay- 
ments for  and  on  ac-  '    , 
count  of  Road 

Banking  house  and  lot.        29,568  88 

Real  Estate  $75,886  13 

Negroes  $34,242  00         110,128  13 


74,647 

613,280 


61 

84 


Dividends  . . i".  ....  .\ . .  152,264  45 

Assessment  on  stock. . .  11,298  30 
Balances  iu  the  hands 

of  Agents 147,4.0  30 

Claims  in  the  hands  of 

Atlomeys 8,486  67 


139,697  01 


Nashville  and  Chattan- 
ooga Railroad  Com- 
pany         250,000  00 

Western  and  Athuitic 
Railroad 90,992  88 

Rome  Railroad  Compa- 
ny          80,660  00 

East  Tennessee  and 
Georgia         Railroad  '  "" 

Stock 10,000  00 

Atalanta  and  LaOrange 
Railroad  Stock 310,000  00 

Augusta  and  Waynes- 
boro Railroad  stock.       102,000  00 

Augusta  and  Nashville 
Telegraph  Stock....  7,000  00 

East     Tennessee     and  .        ' 

Georgia        Railroad 
Bonds 17,843  98 

Western   and    Atlantic 

Railroad  Bonds 10,500  00 

Nashville  and  Chattan- 
ooga Railroad  Bonds         17,500  00 


320,409  72 


Discounted  notes 294,428  61 

Bills  receiveable 636  45 

Discounted   bills — New  ^ 

York,         Baltimore, 

Charleston  Savaoaab  172,174  62 


69G,$$6  86 


Suspense  accoubt 

SPKCIK    AND  SPECIE  FL'NOS. 

Due  by  banks 79  237  69 

Notes  of  other  banks,.         71.87115 
Gold  .%ad  silver  coin . . .       229,365  92 


467,238 
11,918 


83 
89 


380,494  76 
81 
00 


Total  assets $7,210,922 

LUBIUT1E3. 

CapiUl  stock 4,147,200 

Profit  and  loss 80,380  36 

Income  from  Railroad .  87 1 ,9S5  87 

Mail  transporution. . . .  42.360  32 

991,828 

Dividends  on  stocks .. .  24,519  25 
Discounts  $29,987  42; 

Interests  $34,238  14  64,225  47 
Premiums     $3,436  40; 

Reut8$9l260 4,818  90 


64 


Company's  bonds 671,784  60 

Dividends  unpaid..., .         11,633  31 


93,093  92 
-  638,881  81 


Due  to  banks.  Corpora- 
tions, &c 10,180  63 

Due  to  depositors 104,163  11  ^ ^, 

Due  for  circulation $1,178,070  80  ^-!  .. 

„       1,292,«0  84 

Total  liabilities $7,220,922  81 


*Ibis  account  is  increasad  $11,951  76  mora 
than  stated,  and  the  Road  expeoses  will  be  dlaiin- 
Ubed  io  the  same  amount. 
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StaUmcnL  ihowuig  Ike  Cost;  Mileage;  Cost  per 
'  mile;  Gross  Receipts  i  Current  Expenses;  Net  Re- 
ceipts;  ra!e  of  Dividend ;  Receipts  from  Passen- 
gers; Receipts  from  Freight;  Miscellaneous; 
Earnings  per  mile  ;  per  centage  of  gross  Earn- 
ings: Do.  of  net  Earnings,  of  the  Georgia  Rail- 
road since  the  opening  of  the  first  division  to  the 
present  time. 
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♦  Seven  p«r  cent,  in  cash,  and  5  per  cent,  in 
stock. 


S*w  York  and  Ne\fr  Haven  Rallroadi 

Onr  next  will  contain  a  notice  of  the  late  meet- 
ing of  the  stockholders  of  this  company. 


Ho^ir  Rcfor  na  In  Railroad  Management  are 

,V   ..t.-t»,        to  be  KlTeoted. 

As  a  gener.d  rnle,  the  tnrning  point  in  the  suc- 
cess of  a  railroad  is  after  its  completion.  With 
sufficient  means,  its  economical  construction  is  a 
comparatively  easy  task.  The  greater  part  of  the 
work  is  done  by  contract,  which  secures  an  imme- 
diate oversight  of  the  expenditure  by  competent 
parties  havioi;  a  personal  interest  in  the  result, 
while  competition  is  certain  to  bring  prices  down 
to  a  reasonaolc  point.  In  all  cases  where  our 
companies  ar«  not  scant  of  money,  our  roads  leave 
the  bands  of  the  contractors  at  fair  cost. 

But  upon  the  completion  of  a  railroad,  the  par- 
ties who  conduct  its  operation  sustain  entirely 
different  relations  toward  it.  In  its  construction, 
the  contractor  makes  his  money  by  economy  and 
good  management.  When  the  work  is  let  for  cash, 
the  margin  for  profit  is  always  sufficiently  small. 
The  company,  therefore,  have  the  best  guarantee 
in  the  interest  of  the  contractor  that  the  work 
will  be  economically  executed ;  but  the  profit,  or 
pay  of  the  person  who  in  operating  the  road, 
takes  place  of  the  contractor,  in  construction,  do3s 
not  depend  upon  his  qualities,  or  fitness  for  the 
place  be  dlls,  as  be  receives  a  stipulated  salary 
which  may  be  entirely  irrespective  of  the  value  of 
the  services  be  renders  his  employers.  Now  it 
cannot  fail  to  be  the  fact  in  numerous  instances, 
that  persons  Oiling  sacb  places  think  more  of  get- 
ting rid  of  their  tasks,  and  of  getting  their  money, 
than  of  serving  the  company.  So  universal  is  this 
found  to  be  the  case,  that  in  ntarly  all  our  manu- 
facturing establishments,  the  employees  work  by 
the  piece.  Every  man,  therefore,  becomes  his  own 
master,  and  his  own  interest  is  his  stimulus  to  ex- 
ertion. An  establiiAiment  that  should  attempt  to 
carry  on  their  business  by  "days  works,"  could  not 
stand  a  week's  competition  with  one  conducted  in 
the  manner  described.  Upon  railroads  every  kind 
of  service  is  paid  by  the  day,  which  necessarily 
larffely  increases  the  cost  of  their  operations. 

To  remedy  these  evils  the  experiment  of  work- 
ing railroads  by  contract  has  been  tried,  and  very 
successfully,  in  the  old  countries.  If  it  be  practic- 
able to  work  railroads  in  this  manner,  there  is  no 
doubt  that  such  a  saving  might  be  efiected,  as 
would  be  the  turning  point  in  the  success  of  many 
roads.  At  all  events  every  company  should  al- 
ways reward  good  conduct  by  additions  to  a  re- 
gular salary.  Allowing  the  employee  to  be 
benefitted  to  a  certain  extent  by  what  he  saves 
to  the  company,  is  not  only  just,  but  is  the  most 
certain  mode  of  promoting  faithful  service.  We 
understand  that  the  Erie  Raih'oad  are  acting  upon 
this  plam,  and  thus  far  with  good  results. 

Another  very  fruitful  source  of  loss  and  waste- 
fulness is  the  incapacity  or  inatteDtion  of  directors. 
There  are  only  a  few  instances  in  which  the  direc- 
tors of  a  road  feel,  or  manifest  the  same  interest 
in  the  management  of  their  railroads,  that  they 
do  in  their  own  personal  afiairs,  no  matter  how 
large  the  pecuniary  interest  they  may  have  in  it.  One 
reason  is  that  they  do  not  understand  their  duties, 
consequently  cannot  appreciate  their  responsibili- 
ties. Knowing  little,  or  nothing,  about  the  man- 
agement of  a  railroad  themselves,  they,  of  coarse 
cannot  direct  others ;  nor  tell  when  the  road  is 
well  or  poorly  served.  It  is  often  the  case  that 
directors  of  a  road  are  entirely  indifierent  to  their 
duties,  and  merely  occupy  their  places  to  oblige  a 


friend,  or  to  secure  the  triumph  of  the  party,  oi 
clique  to  which  they  belong.  In  this  category 
may  be  placed  the  directors  of  the  New  Haven 
Road.  Now  the  remedy  for  all  these  evils  is  the 
the  appointment  of  suitable  men  for  directors ; 
and  the  edacation  of  those  filling  such  places  up 
to  a  I  oint  which  shall  fit  them  for  a  discharge  of 
their  duties. 

But  the  grand  cause  of  mismanagement  is  to 
be  found  in  the  indifference  of  the  stockholdeis.  A 
proper  sentiment  on  their  pail  would  be  felt  in 
every  department  of  service  on  the  road.  They 
are  the  umpires  to  determine  what  the  manage- 
ment of  a  road  has  been,  or  shall  be.  In  them 
resides  the  power  to  correct  the  abuses  which 
may  exist.  It  is  their  intelligence  and  action  that 
stamps  the  management  of  a  road.  If  the  atock- 
hc^ders  of  the  New  Haven  Road  had  required  a 
strict  accountability  ev«ry  cent  expended  in 
the  construction  and  management  of  that  road,  a 
very  large  sum  might  have  been  saved  in  con- 
struction, while  the  last  grand  catastrophe  which 
has  overwhelmed  it,  could  have  hardly  been  pos- 
sible. Notwithstanding,  it  is  one  of  the  most  difil- 
calt  things  in  the  world  to  arouse  stockholders  to 
a  sense  of  the  duties  devolving  upon  them.  Their 
ignorance  and  indiflerence  is  mainly  owing  to  the 
fact  that  very  few  of  our  companies  ever  publish 
detailed  statements  of  the  operations  of  their  road, 
and  the  condition  of  their  afiairs.  The  stockhold- 
ers neither  know  how  their  money  is  expended  iu 
construction,  nor  bow  the  road  is  managed.  They 
need  in  the  first  place  that  some  standard  of  good 
management  should  be  placed  before  them.  With 
such  standard,  and  with  detailed  statements  of 
the  operations  of  the  road  in  which  he  is  interest- 
ed, every  person  holding  a  share  of  stock  becomes 
&  critic  upon  the  management  of  the  directors,  and 
officious  in  showing  where  a  penny  could  have 
been  saved,  an  abuse  lopped  off,  or  something  be 
added  to  the  earnings  of  the  road.  With  suitable 
reports  placed  in  the  hand  of  every  stockholder, 
the  public  would  not  be  long  in  becoming  com- 
petent judges  of  railway  management,  and  the  di- 
rectors could  not  move  without  a  hundred  eyes 
scrutinizing  every  step  they  took  ;  to  censure  the 
wrong,  and  approve  the  right.  For  the  want  of 
such  reports  the  public  remain  in  that  stolid 
ignorance  and  apathy,  which  we  witness  on  almost 
all  occlusions ;  and  which  can  only  be  removetl,  by 
creating  in  the  manner  indicated,  an  interest,  and 
with  it,  capacity  to  judge  correctly  of  their  man- 
agement. 

Tte  most  effectual  way  to  correct  the  evils 
complained  of,  is  to  secure  full  and  ample  reports 
from  our  railroad  companies,  or  in  other  words,  to 
diffuse  information  upon  the  subject  of  railroad 
management.  Without  information  there  can  be 
no  intelligent  action.  The  elaborate  report  pub- 
lished by  the  Erie  Railroad  Company  for  1853, 
was  worth  an  incalculable  sum  tu  thai  road,  and 
was,  probably,  the  only  thing  that  saved  their  af- 
fairs from  a  financial  crisis.  That  report  was  the 
basis  of  the  reasoning,  that  convinced  the  public, 
that  the  road  was  capable  of  being  a  profitable 
work,  and  without  such  basis,  which  was  a  group- 
ing together,  in  an  intelligible  form,  all  the  results 
of  the  operation  o(  the  road,  we  do  not  see  how 
any  effective  appeal  could  have  been  made  to  the 
public.  Had  the  company  been  in  the  habit  of 
making  similar  reports  for  previous  years,  a  vast 
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good  would  have  been  eflFected.  Errors  ia  man- 
agement would  have  sooner  been  corrected,  while 
others  would  have  been  avoided.  Reports  from 
the  Hudson  River  Road  similar  to  that  made  by 
the  Erie  Company  the  past  year,  and  at  the  same 
time  elucidating  the  true  position  of  the  road, 
and  its  capacities  for  ultimate  success,  would  this 
instant  have  been  worth  to  the  company  a  million 
of  dollars,  in  keeping  up  the  value  of  its  securi- 
ties, and  as  a'meaos  of  helping  their  company  to 
the  money  necessary  to  complete  their  road.  Yet 
such  are  the  sacrifices  made  for  the  want  of  a  pro- 
per appreciation  of  their  duties  on  the  part  of  the 
directors,  and  a  few  hundred  dollars  spent  in 
printing  a  nd  paper.  The  several  reports  made  by 
this  company  scarcely  cover  paper  enough  to 
light  a  cigar.  Had  fall  reports  been  exacted  from 
the  New  Haven  directors,  and  had  Mr.  Schuyler 
been  properly  looked  after,  that  fine  property 
would  not  have  wrecked.  Had  the  companies 
that  compose  the  NewYork  Cen^raZ  line  been  in  the 
habit  of  making  any  reports  at  all,  they  could  not 
have  put  a  number  of  dilapidated  concerns  in 
that  scheme  at  25  per  c«nt.  above  their  value. 
Had  the  Michigan  Central  Railroad  Company  been 
in  the  habit  of  making  suitable  reports,  the  direc- 
tors of  that  cou.pauy  could  never  have  run  the 
rig  they  have,  declaring  dividends  from  capital, 
and  lavishing  money,  we  know  not  upon  what  pro- 
jects. The  catalogue  might  be  indefinitely  ex- 
tended, but  we  think  we  have  cited  a  sufficient 
Dumber  of  appropriate  cases  to  prove  our  point. 

The  first  step  to  reformation  is  a  knowledge  of 
what  needs  correction.  Companies  must  lay  bare 
before  the  public  their  internal  condition  and  or- 
ganization. These  must  be  made  entirely  t'rans- 
parciU.  The  disease  being  discovered,  the 
remedy,  sooner  or  later  is  certain  to  be  applied. 
Such  reports  hereafter  must  be  the  order  of  the 
day.  To  omit  them  must  be  taken  as  evidence  of 
something  wrong,  and  we  do  not  believe  that  any 
important  company  can  hereafter  neglect  them 
with  impunity.  As  far  as  we  are  concerned,  we 
mean  to  insist  upon  them  in  all  cases,  and  with 
the  public  to  back  us,  we  feel  pretty  certain  that 
an  important  step  toward  reform  can  be  effected 
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John  G.  Myers  vs.  the  York   anu  Clmberland 
Railroad  Company. 
The  opinion  of  the  Court  was  given  by  OuRTts 
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At  the  meeting  of  the  numerous  Roads  in  our 
City,  ■which  adjourned  last  evening,  numerous  im- 
portant measures  were  adopted.  Chief  of  these, 
as  far  as  the  public  is  concerned,  was  the  adop- 
tion of  a  Memorial  to  the  Legislature  praying  for 
the  abolition  of  all  laws  to  licence  runners  for  Em- 
igrant Passengers  to  the  West,  and  asking  for  a 
statute  making  it  a  penal  oflence  to  sell  tickets 
for  passage  by  the  Railroad  lines  of  rates  higher 
than  those  charged  by  the  roads.  This  will  mea- 
surably end  the  scandalous  cheating  and  robbery 
of  tho  poor  Germans,  and  Swedes,  and  Norwegians, 
who  come  so  eagerly  to  our  shores. 

The  charge  for  emigrant  passengers  from  New 
York  to  Chicago,  is  Vj  be  $11 ;  New  York  to  Cin- 
cinnati, SIO.  Luggage,  to  the  extent  of  60  pounds, 
free;  over  50  pounds,  $2  25  to  Cincinnati,  S2  50 
to  Chicago.  The  New  York  Central  and  New 
York  and  Erie,  are  to  have  ten  per  cent,  on  the 
whole  amount  collected  at  New  York  from  emi- 
grants, as  compens.ition  for  the  trouble  and  cost 
of  taking  care  of  them  and  starting  them. 

There  will  bean  increase  of  freight  from  New 
York  to  Chicago,  amounting  to  7  per  cent,  ad- 
vance on  the  present  rates. 

After  the  Ist  of  Dacember  there  will  be  a  slight 
advance  of  fare  from  New  York  to  Buflklo, 
amounting  on  the  Central,  we  believe,  to  50  cents. 
— Buffalo  Democracf.  vy^  „  \;.^  j  -: .  •  •,•.  .•  .'«tr.- 


This  action  was  referred  under  a  Rule  of  the 
Court,  entered  at  the  April  Term,  1853,  to  John 
Davis,  Macus  Morton  and  Nathan  Hale,  Esquires, 
and  alter  these  referees  had  fully  heard  the  par- 
ties, one  of  their  number,  Mr.  Davis,  died,  and 
then  Mr.  Morton  became  so  ill  as  to  be  unable  to 
act.  The  parties  thereupon  agreed,  that  the  re- 
maining Referee,  Mr.  Hale,  should  make  an  award, 
and  he  having  done  ^o,  it  was  presented  to  the 
Court  at  the  last  term,  and  its  acceptance  moved 
by  the  plaintiff,  and  opposed  by  the  defendant, — 
only  one  Judge  being  then  present,  (by  consent  of 
parties)  the  case  was  continued  to  the  present 
term,  when  the  defendants  filed  their  objections  to 
the  acceptance  of  the  award,  as  follows; — 
Circiiit  Court  of  the  Untied  Stales  for  Maine  Dis- 
trict. 
In  the  action- John  G.  Myers,  plaintiff;  vs.  the 
York  and  Cumberland  Railroad  Company,  defen- 
dants. 

And  now  at  the  September  term  of  said  Court, 
the  defendants  in  the  above  entitled  cause  come 
into  Court  and  object  to  the  acceptance  of  the 
award  of  Hon.  Nathan  Hale  as  Referee  in  the  above 
action,  and  allege  the  following  objections  to  the 
acceptance  of  the  paper  offered  a^  an  award  of  the 
said  referee ; 

First.  That  the  said  Hale  has  acted  and  award- 
ed upon,  and  included  in  said  award  damages  for 
a  subject  matter  not  referred  to  him. 

Second.  That  the  said  Hale  has  included  in  his 
said  award  damages  for  a  claim  not  embraced  in 
the  plaintiff's  writ  or  declaration  and  not  sued  for 
in  the  above  action  and  not  referred  to  his  arbi- 
tration or  decision . 

T.iird.  That  in  and  by  his  said  award  he  has 
awarded  to  the  plaintiff  in  said  action  damages  for 
the  non  delivery  of  the  reserved  stock  specified  in 
said  writ  and  declaration  and  in  the  contracts 
therein  set  out  and  copied,  although  tho  said  Re- 
served stock  is  not  sued  for  nor  is  any  allagetion 
made  in  the  said  writ  and  declaration  that  the 
same  had  been  demanded,  nor  was  any  proof  of 
demand  of  the  same  oflered  at  the  hearing  before 
said  Referee,  no  was  any  claim  for  the  same  re- 
referred  to  bis  arbitration  or  decision. 

Fourth.  That  the  said  Hale  has  awarded  dam- 
ages to  the  said  plaintiff,  in  lieu  of  profits  for  work 
not  performed  by  the  plaintiff,  under  his  said  con- 
tracts, contrary  to  law. 

Fifth.  There  having  been  no  proof  or  claim 
that  the  defendacts  in  fraud  of  the  plaintiff's 
rights  under  his  said  contract,  bad  taken  the  con- 
tract from  the  plaintiff  and.  given  to  any  other  per- 
son at  a  lower  rate,  or  taken  it  for  th<)  puipose  of 
giving  it  to  any  other  party,  at  a  lower  rate,  the 
referee  has  awarded  a  sum  as  damages  to  the 
plaintiff,  for  prospective  profits  not  earned  by  him, 
contrary  to  law. 

Sixth.  That  it  does  not  appear  in  and  by  said 
award  whether  the  said  Referee  has  credited  or 
charged  the  plaintiff  with  an  amount  of  bonds  de- 
posited in  the  hands  of  Levi  Monell  under  the 
terms  of  the  supplementary  contract  dated  Feb- 
ruary 6,  1851,  and  set  out  in  said  writ  and  delara- 
tion. 

Seventh.  That  it  does  not  appear  in  and  by  said 
award  what  disposition  was  made  ly  the  Referee 
of  an  amount  of  bonds  in  the  hands  of  D.  C.  Eme- 
ry, the  Treasurer  of  said  Corporation. 

Eighth.  That  it  does  not  appear  'n  and  by  said 
award  whether  the  said  Referee  cKarged  the  said 
plaintiff  with  an  amount  of  bonds  in  his  hands  pur- 
porting to  havo  been  issued  by  on  3  Nathaniel  J. 
Herrick  describing  himself  as  Trcisurer  protem- 
pore  of  said  corporation. 

Shepley  and  Dana,  Niathan  Clifford,  counsel  for 
defendants. 

Upon  these  objections,  by  peroission  of  the 
Court,  the  testimony  of  Mr.  Hale,  t  le  Referee  was 
taken,  and  the  counsel  of  the  res  >ective  parties 
haviBg  been    beard,  and  the  objections   to  the 


award  considered^  we  will  now  slate  our   opiuiun 
thereon. 

The  first  three  objections  ar  statements  in  differ- 
ent forms,  of  the  same  thing.  Their  substance  is 
this,  that  the  Referee  exceeded  his  authority,  by 
awarding  to  the  plaintiff,  damages  on  account  of 
certain  stock  of  the  defendant  corporation,  called  • 
reserved  stock. 

This  involves  two  enquiries ;  1st,  whether  the 
Referee  did,  in  point  of  fact  allow  such  damages  ; 
and  2d,  whether  that  subject  matter  was  referred  to 
him.  The  first  has  been  answered  by  the  Referee 
himself.  He  has  testified  "the  value  of  the  regerv. 
ed  stock,  as  estimated  by  mc,  was  included  in  the 
damages  I  awarded."  And  it  is  insisted  by  the 
defendants,  that  the  Referee  ha^  not  authority  to 
include  in  bis  award  a  compensation  to  the  plain- 
tiff, for  not  receiving  this  stock.  The  argument 
is,  that  this  was  not  a  reference  .of  all  demands, 
but  only  of  tbis  action  ;  that  nothing  was  referred 
which  was  not  sued  for;  that  under  the  declara- 
tion in  the  case  neither  the  reserved  slock,  nor  its 
value,  nor  a  compensation  for  not  receiving  it,  is 
demanded;  that  the  Refiree  therefore  exc(:eded- 
his  power  in  awarding  damages  on  this  account,^ 
and  as  the  amount  of  those  damages  docs  not  ap- 
pear upon  the  award,  so  that  they  can  be  separat- 
ed from  the  residue  of  the  damages  by  the  Court,  > 
the  whole  award  is  void. 

To  the  correctness  of  many  of  these  positions 
the  Court  at  once  assents.  This  l»eing  a  reference 
of  the  action,  it  was  not  competent  for  the  Referee 
to  take  into  consideration  any  subject  matter,  not  • 
substantially  shown  by  the  declaration.  We  say 
substantially,  because  formal  defects  in  a  declara- 
tion may  be,  and  should  be  overlooked  by  a  Referee 
of  an  action  under  a  rule  of  court.  He  has  not  the 
power  possessed  by  the  Court,  to  allow  them  to  be 
amended,  but  be  may  disregard  tbem.  Coffin  vs. 
Cottle  4  Pick,  464.  Forsyth  vs.  Shaw  10  Mass.  R. 
253.  Still  the  declaration  must  in  sulratance,  em- 
brace  a  subject  matter,  to  enable  a  Referee  of  that 
action,  under  a  rule  of  Court  to  include  that  sub- 
ject matter  in  his  award.  We  are  of  opinion  also, 
that  under  our  practice,  the  award  iisflf  must  be 
sucl^,  as  to  enable  the  Court  to  distinguish  what 
is,  fiiom  what  is  not  legally  awarded.  The  prac- 
tice Jiere,  derived  from  ancient  usage  in  the  State 
of  M)as8achusetts,  is  to  render  a  judgment  on  the 
awaitd.  The  record  must  contain  the  basis  of  such 
ajudgtraent.  The  award  goes  upon  the  record. 
But  (f  the  Court  were  to  hear  parol  testimony  aa  to 
the  unount  of  damages  correctly  awarded,  and 
act  thereon,  and  under  judgment  therefor,  the 
judgiment  would  accord  with  that  parol  evidence 
whioi  would  not  be  on  the  record,  and  would  not 
pursie  the  award,  which  would  b*,  on  the  record. 
We  tpink  tha  correct  practice,  in  such  a  case,  . 
woull  require  us  not  to  accept  the  award.— 
Whether  it  should  be  recommitted,  or  not,  must 
depend  <-n  circumstances,  net  necessary  in  tbis 
connbctiou,  to  be  described. 

Tl|e  important  question  here  is,  whether  this 
subject  matter  of  the  reserved  stock  was  substao. 
tially  embraced  in  the  declaration ;  and  to  decide 
this  fuestion  we  must  consider  the  contracts  set 
out  fi  the  declaration,  and  the  averments  there 
mad^,  and  the  breaches  there  assigned.  The  de- 
claraLion,  which  is  in  a  plea  of  covenant  broken, 
sets  <  ut  in  haec  verba,  two  principal  contracts  un- 
der ikeal.  The  first  bears  date  the  12th  day  of  . 
AugiM,  1848,  the  second  on  the  6th  day  of  Au- 
gust, 1850.  The  subject  matter  now  under  con- 
sider ition,  viz:  "the  reserved  stock"  depends 
upon  the  second  of  these  eon  tracts,  by  force  of 
wbiciithe  original  contract  to  build  the  railroad 
was  iiodified  and  changed  in  many  important  par- 
ticulirs.  By  this  second  contract  the  road  was  to 
be  d  vided  into  four  parts ;  from  the  depot  in 
Portland  to  the  Station  House  in  Gorham,  being 
the  "First  Division ;"  from  Gorham  to  the  Saco 
River,  "No.  2,"  from  Saco  River  to  Alfred  "No. 
3;"fom  Alfred  to  the  terminus,  "No.  4."  And  • 
the  I  econd  contract  providing  that  for  the  work 
on  ll^e  First  Division,  "as  the  same  shall  progress 
from  the  first  day  of  August  current,  payment 
shall  be  made  at  the  rate  of  fifty  per  cent,  bond* 
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of  the  company  hereafter  described,  and  25  per 
cent,  in  stock,  reserving;  one  half  of  Ihe  stock  as  in- 
demnity for  the  fulfilment  of  this  contract  until  said 
division  of  said  road  shall  be  cnviplelcd.  The  de- 
claratioa  avers  that,  after  the  making  of  the  last 
mentioned  contract,  the  plaintiff  proceeded  in  the 
perfornQance  thereof,  and  continued  down  to  the 
19th  day  of  August,  1851,  to  do  all  that  was  in- 
cumbent on  hira  towards  the  fulfilment  there©f  on 
his  part;  that  on  that  day,  while  proceeding  with 
the  work,  and  when  he  bad  nearly  completed  the 
'first  division,"  and  while  he  was  willing  to  continue 
to  execute  his  contract,the  defendants  removed  him 
ft-ora  his  situation  as  contractor ;  and  prevented  him 
from  completing  the  work  and  performing  the  resi- 
due of  his  contract. 

Upon  this  declaration,  the  question  is  whether 
the  Referee  could  take  into  con!<ideration  that 
claim  in  the  contract  which  entitled  the  plaintiffto 
receive  from  the  company  12>8  v^r  cent,  of  the 
contract  price  of  the  work  upon  the  "first  divi- 
sion" in  the  stock  of  the  corporation  upon  the 
ccrpletion  of  that  work. 

It  is  entirely  clear  that  the  time  for  this  pay- 
ment had  not  arriv<'d  when  this  action  was  brought. 
The  language  of  the  contract  is,  that  payment 
:  shall  bo  made  to  the  extent  of  twenty-five  i)er 
cmt.  in  stock,  "  reserving  one  half  of  the  stock  aa 
Indemnity  for  the  fnlfllment  of  this  contract,  until 
said  division  nf  said  road  shall  be  completed.^'  The 
substance  of  this  stipulation,  and  its  legal  as  well 
as  its  practical  efi&cl,  were,  that  until  the  "  First 
Division"  should  be  completed,  this  part  of  tha 
payment  was  not  to  be  made.  And  the  declara- 
tion avers  that  when  the  plaintifi"  was  prevented 
by  the  defendants  from  going  on  with  the  work, 
the  First  Division  had  not  been  completed.  The 
precise  ground  of  action,  therefore,  so  far  as  con- 
cerns this  stock,  was  not  that  the  defendants 
would  not  deliver  it  to  him,  for  he  had  not  become 
entitled  to  receive  it;  bu'  it  was  that,  by  preveut- 
fng  hira  from  completing  tho  First  Division  of  the 
Koad,  they  have  prevented  hira  from  acquiring  a 
right  to  this  stock.  This  was  one  of  the  benefits 
which  would  have  accrued  to  him  by  the  coraple 
tion  of  his  contract.  Of  this  benefit  they  deprived 
him  by  slopping  his  work.  And  consequontly,the 
value  of  this  right  is,  among  other  things,  to  be 
made  good  to  him,  ho  having  lost  it  by  the  wrong- 
ful act  of  tho  defendants.  Hnving  set  out  in  the 
declaration  the  contract  which  gave  him  the  right 
and  made  its  enjoyment  dependant  on  the  comple- 
tion of^lhe  work,  and  having  averred  that  ho  was 
prevented  from  completing  it  by  the  defendants, 
the  declaration  contains  sufficient  to  lay  the  foun- 
dation for  this  clai-n  of  damages. 

Suppose  the  contract  had  stipulated  that  the 
price  of  the  work  should  be  paid  on  its  comple- 
tion, in  some  sptcies  of  merchandize,  and  the  de- 
fendants had  prevented  the  contractor  from  com- 
pleting the  work.  It  would  then  have  been  ne- 
cessary to  ascertain  at  what  time*  the  contractor 
could,  and  would,  if  not  prevented,  have  finished 
the  work ;  then  to  find  tho  market  value  of  such 
merchandize  on  that  day.  and  then  to  allow  the 
contractor,  by  way  of  damages,  that  market  value, 
deducting  the  cost  of  comi>leting  the  work ;  and 
all  this  would  be  done  by  the  Jury,  under  a  decla- 
ration describing  the  contract  and  avowing  that 
tho  defendants  had  prevented  its  completion.  In 
our  opinion  the  assignmontof  the  breach,  that  the 
defendants  diucharged  the  plaintifl  from  the  work, 
and  refused  to  permit  him  to  complete  it,  was  suf- 
ficient to  enable  the  plaintiflT  to  claim  before  the 
Referee  all  the  damages  which  naturally  arose 
from  that  breach  ;  and  that  the  value  of  the  stock 
which  the  plaintiff  was  prevented  by  this  breach 
from  obtaining,  constituted  a  part  of  those  dam- 
ages. 

It  was  strongly  argned  by  thedtfendants  counsel 
that  Bofar  as  the  plaintifi'bad  earned  these  stocks 
by  work  actually  done,  they  were  in  truth  his  pro- 
perty ;  that  he  was  their  legal  owner ;  that  though 
they  continued  in  the  hands  of  tho  conipanv,  it 
Waa  only  that  the  latter  might  retain  a  lien  there- 
on for  their  security ;  and  that  the  coinpanv  had 
l)«tn  ftt  »}1  times  r«A<l7  to  ftckD0ff)dd|9  bU  m%, 


But  whatever  force  this  argument  is  entitled  to, 
we  think  it  was  an  argument  to  be  addressed  to 
the  Riferee,  anl  considered  by  him,  ia  the  exer- 
cise of  the  jurisdiction  conferred  to  him  by  the 
parties.  He  was  to  determine  what  dam.ages 
Myers  was  entitled  to  recover,  by  reason  of  any 
breaches  of  covenant  by  the  defendants,  alleged  in 
the  declaration.  Among  those  breaches  was  the 
refusal  to  permit  him  to  finish  the  work.  But  the 
amount  of  damages  which  he  should  recover  for 
this  breach  necessarily  depended  on  the  general 
state  of  the  account  between  the  parties.  He  was 
entitled  to  recover  the  contract  price  of  the  work, 
deducting  the  cost  of  finishing  the  work,  and  de- 
ducting also  so  much  of  that  contract  price  as  had 
been  paid  to  him  by  the  company. 

Suppose  the  ground  had  been  taken  before  the 
Referee,  which  is  taken  here,  that,  for  twelve  per 
centum  of  the  work  done  on  the  First  Division  the 
plaintiff  had  already  received  payment  in  stock 
pursuant  to  the  contract,  and  therefore  to  that 
extent  could  have  no  claim  for  damages  by  rea- 
son of  the  interruption  of  the  work  by  the  defen- 
dants; and  suppose  the  plaintifi'had  then  answer- 
ed, as  he  now  does,  that  the  provisions  of  the  con- 
tract, taken  in  connection  with  what  was  done  re- 
specting this  stock  did  not  amount  to  a  payment 
pro  tanto,  and  so  did  not  reduce  his  claim ;  must 
not  the  Referee  have  decided  that  question  1  and 
if  he  decided  it  in  favor  of  the  plaintiflT;  must  he 
not  have  gone  on  and  put  a  money  value  on  this 
stock,  which  the  plaintifl'  was  entitled  to  receive 
as  part  of  the  contract  price  of  the  work  7  Wheth- 
er such  questions  were  in  fact  raised  before  the 
Referee,  we  do  not  know,  nor  is  it  material.  Itis 
enough  that  they  might  have  been  raised,  for  if 
they  could,  and  he  had  power  to  decide  them,  he 
did  not  exceed  his  authority  when  he  allowed  the 
value  of  this  stock,  as  estimated  by  him,  as  part 
of  the  damages  he  awarded.  Ho  has  testified 
that  he  did  not  perceive  how  he  could  assess  the 
damages  in  money  without  passing  on  this  ques- 
tion, and  wo  think  he  was  justified  in  taking  this 
view  of  his  powers  and  duties. 

For  reasons  which  will  be  presently  more  fnily 
stated,  we  consider  the  decision  ©f  the  Referee 
final,  upon  this  question,  which  he  had  authority 
to  deci'lc.  But  if  we  were  now  to  revise  that  de- 
cision we  do  not  perceive  how  we  could  declare  it 
to  be  erroneous.  Tho  plaintiff,  as  already  stated, 
was  not  to  receive  the  reserved  stock  on  account 
of  the  first  division  for  that  division,  until  the 
contract  should  be  completed.  The  time  for  re- 
ceiving this  payment  had  not  arrived  ;  his  title  to 
it  was  yet  incomplete  when  the  action  was  brought. 
This  stock  was  to  be  evidenced  by  certificates 
thereof  issued  by  the  company  in  pursuance  of 
their  charter  and  by-laws,  describing  and  identi- 
fying the  particular  shares.  So  far  as  appears  to 
us  no  tender  of  any  certificates  of  this  stock  was 
ever  made  by  the  company  to  Myers,  and  no  ad- 
mission made  that  there  was  any  balance  due  him 
on  general  account.  And  the  only  act  done  by 
the  company  concerning  this  stock  which  has 
been  shown  to  us  is,  that  in  the  account  exhibited 
by  the  company  to  the  Referees  is  the  following 
entry : — 

The  amount  of  stock  estimated  to  Mr.  Myers  by  the 


Engineer. 

Amount  of  certificates  issued $65,000  00 

Do  reserved  stock '. ..    .31,436  33 

Do  •  stock   due   Myers,  Nov.  1, 

1861 1,294  69 

Bal.  stock  due  Myers  and  not  issued. .      1,294  09 

Upon  this  state  of  facts  we  are  unable  to  see 
how  tho  company  could  successfully  maintain 
that  this  reserved  stcck  had  actually  passed  to  the 
plaintifl  and  become  his  property.  In  this  ac- 
count they  do  not  even  treat  it  as  due  to  him. — 
The  object  which  the  parties  had  in  view  in  the 
stipulation  for  its  being  reserved,  viz :  the  security 
of  the  company  could  only  be  obtained  by  having 
the  title  continued  in  the  company.  No  certifica- 
tes having  ever  b«'en  issued,  and  no  particular 
sharet>  identified,  the  property  was  not  the  subject 
of  a  pledge  or  mort^a^-e  or  lien  by  contract,  and 


was  to  consider  tho  whole  contract  as  executory , 
that  is,  that  the  company  agreed  to  issue  certifi- 
cates to  him  and  thus  coastitutc  him  a  stockholder 
to  the  extent  of  this  12i  per  cent.,  when  the  First 
Division  should  he  completed;  and,  that  until  that 
time  should  arrive,  no  such  shares  were  in  exis 
tence  and  the  company  was  under  no  obligation 
to  create  them  for  his  benefit.  We  are  aware,  that 
under  some  circumstances,  a  party  may  be  the 
owner  of  stock  in  a  corporation  though  no  certifi- 
cate has  been  issued  to  him.  But  we  consider 
such  cases  distinguishable  fi'om  this  case,  by 
strongly  marked  features.  Where  the  title  of  a 
party  to  receive  a  certificate  is  perfect,  be  may  in- 
sist, as  against  the  company,  that  he  shall  be 
treated  as  a  stockholder.  Where  the  obligation 
of  a  party  to  take  a  certificate  is  perfect,  the  com- 
pany may  insist  that  he  shall  bear  the  burthens  of 
a  stockholder.  But  where  an  executory  contract 
i.s  made  by  a  corporation  to  issue  shares  of  its 
stock  to  a  party  when  he  shall  have  done  certain 
work,  and  the  company  prevent  him  from  com 
pleting  the  work,  make  no  tender  of  certificates, 
and  do  nothing  to  set  apart  any  particular  shares 
for  his  use,  we  do  not  think  they  can  defeat  the 
action  of  the  contractor  for  damages,  upon  the 
ground  that  the  contract  on  their  part  executed 
itself  and  made  him  the  owner  of  the  stock  which 
they  agreed  he  should  have,  and  so  he  has  no 
cause  of  complaint.  Our  opinion  is,  that  this  stip- 
ulation for  a  payment  in  stock,  was  executory 
merely;  and  the  plaintiff  no  more  became  the 
owner  of  such  amount  of  stock,  by  doing  a  part  of 
the  work,  than  he  would  have  become  the  owner 
of  the  defendant's  money,  while  in  the  hands  of 
their  Treasurer,  if  the  whole  payment  had  been  to 
be  made  in  money  instead  of  partly  in  stock. 

The  first,  second  and  third  objections  are,  in 
our  opinion,  insufficient  to  prevent  the  acceptance 
of  the  award.  The  fourth  and  fifth  objections  to 
the  award  are,  in  substance,  that  the  Referee  bus 
awarded  damages  for  prospective  profits  on  work 
not  actually  done  by  the  plaintifl*. 

At  the  hearing,  the  Court  intimated,  it  consid- 
ered the  law  to  be.  that  profits  which  the  contrac- 
tor would  have  made,  if  allowed  to  complete  the 
wo.-k,  were  recoverable,  as  damages,  in  this  ac- 
tion :  and  that  however  this  might  be,  the  judg- 
ment of  the  Referee  upon  the  rule  of  damages 
was  final.    Upon  this  intimation,  though  the  Court 
expressed  its  willingness  to  hear  the  counsel,  and 
to  allow  tho  Referee  to  be  examined  to  ascertain 
what  rule,  he  in  fact  adopted,  the  counsel  declined 
tx)  press  their  objections,  and  the  Referee  was  nut 
examined  on  this  subject  matter.     Still,  if  on  fur- 
ther refiection   and  examination  tho  Court  had 
found  that  its  intimations  were  not  well  founded, 
it  would  have  given  opportunity  further  to  ex 
amine  tho  Referee.     But  we  have  not  so  found. — 
Under  a  contract  for  building  part  of  a  railroad,  in 
iti  nature  precisely  like  the  one  now  before  us, 
the  Supremo  Court,  in  the  case  of  the  Phil  adel- 
phia,  Wilmington  and    Baltimore    Railroad,  vs. 
Howard,  13  How'd  R.  344,  decided  this  question 
It  is  there  said :  "  it  is  insisted  that  only  actual 
damages,  and  not  profits,  were  in  that  event  to  be 
allowed  by  the  jury.     It  must  be  admitted  that 
actual  damages  were  all  that  could  lamfully  be 
given,  in  an  action  of  covenant,  even  if  the  com- 
pany had  been  guilty  of  fraud.     But  it  by  no 
means  follows  that  profits  are  not  to  be  allowed, 
understanding  as  wc  must,  the  term  profits,  in 
this  instruction,  as  meaning  the  gain  which  the 
plaintifl*  would  have  made,  if  he  had  been  permit 
ted  to  complete  his   contract.     Actual  damages 
clearly  include  the  direct  and  actual  loss  which 
tho  plaintifl*  sustains  propter  rem  ipsam  U'ln  habi- 
tam,  and  in  case  of  a  contract  like  this,  that  loss  is, 
among  other  things,  the  difference  between  the 
cost  of  doing  the  work  and  the  price  to  be  paid 
for  it.     This  diff*erence  is  the  inducement  and  real 
consideration  which  causes  the  contractor  to  enter 
into  the  contract.     For  this  he  expends  his  time, 
exerts  his  skill,  uses  his  capital,  and  assumes  the 
risks  which  attend  the  enterprise ;  and  to  deprive 
him  of  it,  when  the  other  pwty  has  broken  the 
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would  be  unjust.     There  ia  no  rule  of  law  which 
requires  us  lo  inflict  this  injustice. 

Upon  the  other  ground,  the  conclusiveness  of 
the  judguient  of  that  tribunal  to  whose  decision 
the  parties  have  voluntarily  submitted  their  case, 
we  are  equally  clear.  Unless  we  overrule  the  de- 
cision of  Mr.  Justice  Story  in  Klevin  vs.  Cataw,  2 
Gal.  R.  61.,  we  must  hold,  that  the  judgment  of 
the  Beferree,  upon  all  questions  of  law  and  fact, 
necessary  to  a  determination  of  the  matter  sub- 
mitted to  him,  is  final,  and  binding  on  the  parties, 
in  the  absense  of  fraud  and  under  regular  proceed- 
ings in  which  no  improper  conduct  is  alleged.  We 
are  satisfied  of  the  correctness  of  ihis  rule,  which 
has  received  the  sanction  of  Courts  of  great  re- 
spectability, and  among  others,  of  the  iSapreme 
Court  of  Maine,  in  Brown  vs.  Clary  31  Maine  R. 
518,  and  of  the  Supreme  Court  of  Massachusetts 
in  Boston  Water  Power  Co.  vs.  Gray  6  Mass.  B. 
131. 

Our  opinion  is  that  the  fourth  and  fifth  objec- 
tions are  not  tenable. 

The  remaining  objections  were,  properly,  not 
pressed  at  the  hearing,  and  it  is  not  necessary  to 
notice  them  in  detail.  A  Beferee  may  certainly 
make  a  general  award,  provided  it  appears  on  its 
face  to  embrace,  and  finally  dispose  of,  what  was 
submitted  to  him.  lie  is  not  bound  in  a  case  like 
this,  to  show  what  disposition  he  made  of  each 
item  in  a  long  and  complex  account.  If  this  case 
h;id  been  tried  by  the  Court  and  Jury  the  verdict 
and  judgment  would  have  shown  no  more  particu- 
lars than  are  upon  the  t'nc*i  of  this  award,  and  the 
Court  does  not  exact  of  a  Referee  of  an  action  un- 
der a  rule,  auy  more  fullness  and  particularity  of 
finding  than  the  law  has  deemed  sufficiently  cer- 
tain in  its  own  regular  proceedings. 

The  result  is,  that  the  objections  to  the  award 
are  found  iHsuflicieut,  and  it  must  be  accepted. 

Th«  EuylUU  Uallnvair  Sy^Btcm. 

One  can  scarcely  conceive  the  rapid  progress 
which  the  railway  system  has  made  in  England,  in 
the  few  years  in  which  it  has  existed.  It  was  in 
the  year  1829,  scarcely  more  than  26  years  ago, 
that  the  Liverpool  and  Manchester  Railway,  the 
father  of  the  English  passenger  railways,  was 
opened  for  tratHc.  The  estimated  cost  of  this  line 
was  £510.000,  but  it  subsequendy  swelled  up  to 
more  than  a  million.  On  this  it  paid  10  per  cent, 
for  many  years.  It  was  the  extraordinary  traffic 
it  bad,and  tlie  consequent  profit,  which  gave  birth 
to  other  railways. 

When  the  Liverpool  and  Manchester  line  bad 
been  made,  and  ttie  fact  of  its  extraordinary  traffic 
and  profit  become  known,  railway  schemes  sprang 
up  like  mushrooms.  Many,  however,  thought  and 
maintained  that  the  Liverpool  and  Manchester 
was  an  exceptional  case.  It  was  of  moderate 
length  and  connected  a  large  importing  and  ex- 
porting town  with  one  of  the  largest  of  manufac- 
turing towns,  which,  it  was  urged,  gave  it  advan- 
tages that  no  other  line  could  expect. 

As  its  capital  was  continually  augmented  to 
satisfy  the  requirements  of  its  traffic,  many  con- 
tended that  it  was  a  great  swindle,  the  dividends 
being  constantly  paid  out  of  capital.  Pamphlets 
by  some  of  our  cleverest  engineers  were  written  to 
prove  it,  and  really  they  appeared  to  make .  out  a 
very  good  case,  for,  as  the  profits  of  the  line  were 
continually  expended  on  the  increased  works,  the 
Directors  were  obliged  to  c;ill  up  their  additional 
capital  to  pay  the  dividends.  And  as  the  increas- 
ing capital  exceeded  the  amouni  of  the  profits, 
some  of  the  writers,  taking  no  notice  of  the  new 
works,  insisted,  and  with  some  show  of  reason,that 
the  railway,  though  dividing  10  per  cent.,  was  in- 
deed a  deeply  losing  concern. 

The  Stockton  and  Darlington,  though  declaring 
a  dividend  of  14  per  cunt.,  was  looked  upon  to  be 
nothing  to  the  point,  as  it  was  a  coal  line  travel- 
ing about  10  or  12  miles  an  hour,  whereas  the 
Liverpool  and  Manchester,  did  the  distance,  30 
miles,  between  Liverpool  and  Manchester  in  a  hour 
or  little  better. 

At  length  the  Grand  Junction  railway  between 
Birmingbara  aud  Newton,  a  village  midway  on  tbe 


at  a  coct  of  about  a  milliou  for  82  miles.  This 
line,  which  was  made  cheap,  developed  a  traffic 
far  surpassing  that  of  its  precursor,  the  Liverpool 
and  Manchester,  and  soon  divided  10,  12  and  even 
14  per  cent. 

The  question  of  profit  on  railways  was  there- 
fore now  considered  to  be  set  at  rest,  and  rail- 
ways by  scores  were  projected  in  various  parts  of 
the  country. 

Up  to  January  1st,  1839,  acts  were  granted  for 
the  construction  of  107  railways,  the  capital  of 
which  was  £41,610,814;  and  loans  £16,177,630: 
together  $57,788,444.— /?a:iZjpay  Magazine,  Vol  6. 

This  was  in  13  years,  that  is,  from  January  1st, 
1826,  to  January  1st,  1839,  aud  did  not,  therefore, 
include  the  StocRton  aud  Darlington,  and  a  few 
other  coal  lines.  It  was  at  the  average  of  £4,422,- 
188  per  annum.  But  it  was  not  uniformly  at  that 
rate. 

In  the  year  1835  and  1836  railways  were  pro- 
jected in  enormous  numbers. 

From  the  beginning  of  1839  to  the  beginning  of- 
the  present  year,  the  united  capital  and  loans  of 
the  companies  authorised Tiave 'risen  up  to  £360,- 
769,733,  that  is,  £308,981,389  more  than  they 
were  15  years  before.  During  the  15  years  ending 
with  last  year,  railway  companies  have  therefore 
obtained  powers  to  expend  on  railways  at  the  rate 
of  £20,598,759  every  year — an  enormous  sum  re- 
garded per  se,  but  not  a  half,  and  scarcely  more 
than  a  third,  of  the  national  yearly  increase  of 
wealth. 

Let  it  not,  however,  be  supposed  that  all  this 
money  has  been  expended  on  new  lines.  \o,  an 
immense  amount  of  it  has  gone  on  old  lines,  and 
not  so  much  on  works  of  utility  as  in  extravagant 
and  reckless  expenditure,  partly  on  the  lines  and 
partly  on  profitless  branches  and  extensions. 
Much  of  the  extravagance  is  due  to  the  Share- 
holders themselves,  who,  when  their  shares  were 
at  premiums,  never  cast  a  thought  on  the  pur- 
poses for  which  the  money  wasprofessed  to  be  want- 
ed. Whether  it  wjus  for  the  benefit  or  the  injury 
of  the  concern  was  alike  indifferent  to  them  pro- 
vided premiums  were  to  be  got  out,  of  it.  Some, 
we  believe,  were  more  displeased  with  their  Direc- 
tors who  went  on  steadi'y,  and  tried  to  make  the 
best  of  the  undertakings  than  with  those  who 
heels-over-head  ran  into  every  wild  whim  that  was 
presented  to  them.  We  hesitate  not  to  assert 
that  if  there  had  been  less  cupidity  in  the  Share- 
holders and  an  honester  regard  for  the  good  of  the 
property,  there  would  scarcely  be  a  trunk  line  in 
the  kingdom  which  would  pay  less  than  10  per 
cent.,  and  many  of  them  would  reach  15  or  20  per 
cent.  The  fact  is,  the  whole  system  of  railways 
has  been  vicious  from  first  to  last,  Parliament 
has  acted  badly,  the  Government  has  done  the 
same,  and  has  given  up  railways  to  the  plunder  of 
big  wigs,  engineers,  contractors  and  land-owners  ; 
the  Directors  have  been  reckless,  and  the  Share- 
holders seized  with  insatiable  cupidity  for  pre- 
miums and  jobbing  in  shares.  Had  railways  been 
managed  with  anything  like  commercial  prudence, 
they  would  have  been  the  finest  and  safest  of  pro- 
perties for  investment. 

The  country,  too,  would  have  been  in  a  far  bet- 
ter situation  with  respect  to  them  than  it  is.  We 
should  have  had  the  system  more  developed,  and 
the  fares  and  tariffs  much  lower  than  they  arc. 

Had  our  Government  begun  wisely,  they  would 
have  divided  railways  into  classes,  say  three,  the 
first  class  to  consist  of  main  trunk  lines,  connecting 
all  the  groat  manufacturing  towns  aud  principal 
seaports  with  the  metropolis ;  the  second  class  to 
unite  important  places  with  the  principal  towns  on 
the  main  trunks;  the  third  class,  towns  and 
places  of  less  note  with  others  of  greater.  The 
first  and  second  class  linss  should  have  two  or 
more  tracks,  with  the  best  gradients  the  country 
would  afford.  On  the  third,  generally,  a  single 
track  would  be  sufficient,  and  the  gradients  might 
not  be  so  scrupulously  attended  to. 

To  ensure  honesty  of  purpose  and  even  some- 
thing of  moral  integrity,  the  engineers  ought  to 
bave  been  compelled  to  enter  ioto  heavy  securities 
tat  \,\k9  su^«ivi)C7  of  titeir  estlmatei. 


C(  uld  a  tight  envelop  bave  been  drawn  round 
the  consciences  of  ^embers  of  Pailiament,  jusi  to 
keep  'heir  integrity  fr^m  evaporating,  it  would 
have  been  bettor.:  Better  still  would  have  been 
the  institution  of  ajtribunal  to  consider  aud  decide 
on  what  railways  |Bhoutd  be  made ;  for  Commit- 
tees of  Parliament  are  by  common  consent  about 
the  worst  tribunal  that  could  be  devised. 

One  m^y  form  some  idea  of  the  extravagance  of 
railway  constrmtion  from  the  excess  of  cost  over 
the  original  estimates  of  some  of  thorn.  The  Bris- 
tol and  Exeter  wai*  estimated  at  132  uiillion,  the 
amount  expended  U  near  3>^,  and  us  powers,  ex- 
ceed 4}y^  millions.  The  Great  Western's  esiismate 
was  2>2  millions,  <vhich  was  reduced  to  2}^.  Its 
coPt,  we  believe,  hfcs  been  about  7  millions.  The 
same  is  the  case  ia  the  old  Loudon  and  Birming- 
ham both  in  the  Estimate  aud  cost.  Ths  North 
Midland's  estimate  was  1^  milliou.  Long  before 
it  was  completed  it ihad  cost  3  millions.  The  Croy- 
don estimate  was  4140.000;  wc  believe  cousiderat- 
bly  above  a  million  never  paid  for  it.  The  East- 
ern Counties  was  estimated  at  £1,600,000  right  up 
to  Yarmouth, 126  miies.  The  Diroct'.)rs  B|>ent  above 
2  millions  before  thty  reached  Colchester,  61  miles. 
Other  railways  exceeded  in  cost  the  estimates  in 
similar  extraordinary  ratio?. 

It  is  difficult  no\v  to  got  at  the  precise  f-ict^  in 
these  ca.ses,  and  on0  can  only  s[H'ak  of  them  from 
recollection;  but  ^e  believe  we  may  say  that 
English  railways  oh  an  average  have  coi.t  three 
times  their  estimates.  Fortunately  the  traffic! 
have  very  far  outstripped  calculation,  and  liav« 
continued  ever  sin<^  to  increase,  or  it  wouhl  have 
been  much  worse  t^an  il  is.  If  the  estimates  had 
been  kept  to,  or  betn  exceeded  only  by  theair.ount 
of  the  loans,  that  |s,  by  one  third  of  the  capital, 
every  line  in  the  c<*]ntry  would  h.ire  paid  hand- 
somely, and  we  should  now  have  had  double  the 
number  of  miles  ojien  that  we  have,  that  is,  16,- 

000  for  under  S,0O(!K—Htrapatk. 

1 

Alabama  »tk^  Tcmiies«c«   Kallr«ii4«  '  ■/    •  > 

We  have  before  us  a  circular  from  the  President 
of  the  Alabama  ahd  Tciinossoo  llivor  Railroad 
Company,  proposing  a  novel,  but  it  strikes  us,  a 
safe  and  practical  |ilan  for  securing  the  construc- 
tion ol  that  road  tci  the  east  bank  of  the  Coosa 
river,  a  distance  of!  a  hundred  miles  from  Solma. 
We  copy  from  thecfircular  of  the  plan  : 

"  The  plan  suggc-tited  is  this :  That  every  stock- 
holder who  shall  l^an  the  Company  on  Us  8  per 
cent,  bonds,  having  ten  years  t.>  run,  wjcured  by  « 
second  mortgago  oji  100  miles  of  the  road,  pro- 
posed to  be  issued,  jshall  have  the  right  toconvort 
an  equal  amount  of  his  stock  now  owu^kI,  or  which 
may  hereafter  be  subscrib-d  for,  into  8  per  cent 
preferred  stock,  ttiat  is :  Any  stockholder  who 
shall  loan  the  Company  onits  bonds  say  one  thou- 
sand dollars,  (or  aO}  other  sum)  shall  have  toe 
right  to  oonrert  an  equal  amount  of  i!io  stock  of 
the  Company  owned  by  him  or  her  into  8  percent, 
preferred  stock,  the  dividend  to  commence  on  tho 
completion  of  the  road  to  the  eat<t  bank  of  the 
Coosa  river,  atid  then  to  be  paid  out  of  the  earo- 
iugs  of  the  road,  (that  is  the  earnings  after  the 
payment  of  the  exi>«!).sos  of  transportation,  and  all 
interest  due  from  the  Company  and  other  noco>4sa- 
ry  charges,)  until  the  same  shall  amount  to  8  per 
cent.  per  annum,  tt  is  confidently  believed  that 
on  the  completion  of  the  road  to  the  cast  bank  of 
the  Coosa  river,  it^  net  earnings  will  be  much 
more  than  sufficient  to  pay  the  full  dividend  pro- 
posed on  the  preferred  stock  to  the  amount  of 
S200,000,  after  paying  interest  and  all  expenses 
and  other  necessary  jcbarges,  which  amount  wilioC 
course  be  increased  as  the  road  is  extended."'      ,  ,>,, 

The  best  friends  of  the  road  are  sanguine  that 
on  this  plan  the  roid  can  be  built  without  diffi- 
culty ;  it  is  recommended  by  the  Board  of  Direc- 
tors, and  will  hn  submitted  to  the  Convention  of 
Stockholders,  to  be  |beld.  as  advertised  in  our  eol- 
nmns,  on  the  18th  iof  October.  From  a  private 
letter  from  a  well  inlTormed  source,  which  we  have 
been  permitted  to  fieruse,  we  learn  that  toe  busi- 
ness on  the  road  is  gontinually  increasing; — that  it 

bas,  for  »oi»e  Vm»  j^t,  reacbod  $60,000.  p«i'  ao- 
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.  The  writer  is  confident  that  when  it  reaches  the 
Coosa  the  business  of  the  road  will  be  increased 
four-fold,  while  the  ratio  of  expenditure  will  be 
diminished.  The  expenses  are  now  abont  40  per 
cent,  of  the  receipts. 

The  bond  debt  of  the  Company  is  now  S500,- 
000,  to  run  20  years.  Seven  per  cent,  interest  on 
this  debt  is  $35,000  per  annum.  It  is  proposed  to 
issue  and  sell  §200,000  8  per  cent,  ten  year  bonds, 
the  annual  interest  of  which  would  be  S16,000 
more,  making  the  annual  payment  on  account  of 
bonds  $51,000.  There  seems  little  room  to  doubt 
that  the  business  of  the  road,  if  completed  to  the 
cast  bank  of  the  Coosa,  will  readilv  enable  the 
Company  to  meet  these  payments,  and,  if  so,  it 
were  difficult  to  conceive  a  more  satisfactory  ar- 
rangement for  individual  stockholders.  The  grad- 
ing, bridging  and  mason  work  on  the  road,  with 
the  exception  of  a  few  light  sections,  is  nearly 
completed  160  miles  above  Selma,  and  it  seems  a 
pity  the  work  should  stop,  or  bo  materially  re- 
tarded for  lack  of  means.  We  cordially  commend 
the  plan  to  the  favorable  consideration  of  the  Mo- 
bile Stockholders. — Mobile  Advertiser. 


American  liailroad  Journal. 

8«tar(1»jr,  November  4|.  1854> 

«■— ^       -       *  

Cantlon* 

As  we  understand  a  man  named  Crawford  has 
been  presentiug  bills  to  several  of  the  advertisers 
in  tbo  J'mrnal,  purporting  to  emanate  from  this 
office,  and  to  be  for  sums  due  the  Journal,  we 
deem  it  our  duty  to  put  our  patrons  on  their 
guard. 

Monies  due  this  oflSce  should  be  paid  to  no  one 
outside  the  office  except  the  editor,  proprietors, 
or  Mr.  N.  Davidson,  their  business  agent ;  or  some 
person  showing  their  written  authority  to  receive 
them. 

V«iw  Hap— Pocket  EStlltlon. 

We  have  now  ready  a  few  copies  of  Mr.  Poor's 
new  map  of  all  the  Railroads  in  the  United  States 
and  Canadas  put  up  in  coveis  for  carrying  in  the 
pocket.  It  will  be^&viBd  very  couvcoient  for 
travellers.  i    .;- 

Price  by  mail  31.  Usual  discounts  to  the  trade. 
Address  AMERICAN  RAILROAD  JOURNAL, 
OFFICE  9  Spruce  st..  New  York. 

Iron  "Works  for  Sale*  .  ' -j 

The  attention  of  iron  men  and  capitalists  is  in- 
vited to  the  advertisement  of  a  "  Rolling  Mill  for 
Sale"  in  this  week's  Journal.  The  works  alluded 
to  are  desirably  situated  and  ^'•ell  adapted  to  the 
iron  manufacture  in  all  its  branches.  The  high 
prices  which  iron  has  maintained  during  the  last 
two  years  has  stimulated  its  manufacture  iu  this 
country,  and  it  is  now  carried  forward  at  immense 
profits.  It  is  generally  believed,  also,  that  our 
iron  works  are  now  established  on  a  footing  which 
will  place  them  beyond  the  reach  uf  unusual 
danger  in  cases  of  revulsions. 

It  will  be  seen  that  a  charter  may  also  be  ob- 
tained if  it  is  desired  to  work  the  mill  on  a  Joint 
Stock  basis.  Rails  can  now  be  manufactured  here 
at  a  much  less  price  than  an  inferior  quality  can 
be  imported  for,  and  still  leave  a  handsome  profit 
to  the  maker.        ;•/■  '/-'■.■■''.' ;;;'  ■  "■^  *■:■•■  ";-'^.;)^" 

In  view  of  these  facts,  it  would  seem  that  the 
property  now  offered  should  command  the  atten- 
tion of  capitalists  who  wish  to  invest  their  funds  in 
something  sure  to  return  good  interest,  and  over 
which  they  can  exercise  some  personal  control. 


Topogra-phlcal  Drawlngt 

Mr.  John  Wiley,  167  Broadway,  has  favored  us 
with  a  copy  of  a  new  work  entitled  "  A  Manual 
of  Topographical  Drawing,"  by  Lieut.  R.  S.  Smith, 
U.  S.  A.,  Assistant  Professor  of  Drawing  in  the 
U.  S.  Mililary  Academy,  West  Point.  This  work 
is  just  from  the  press  and  is  destined  to  fill  a  va- 
cuum in  the  libraries  of  our  Civil  Engineers, 
which  has  long  been  deprecated  as  a  serious  mis- 
fortune. Our  Civil  Enginers  in  this  country  have 
Aeew,  preeminently,  self  made  and  self  educated. 
If  they  bad  not  the  infiuence  to  get  an  appomt- 
ment  in  the  Military  Academy  at  West  Point ;  or 
the  means  necessary  to  enter  some  similar  private 
institution,  they  were  obliged  to  take  the  field  in 
whatever  capacity  might  offer  a  livelihood  for  the 
present,  with  a  chance  of  learning  something  of 
the  profession  and  of  gradual  promotion  in  the 
future.  Formerly,  the  profession  was  not  consid- 
ered a  lucrative  one ;  an  engineer  was  fortunate  if 
he  could  find  employment  sufficient  for  his  sup- 
port. But,  as  we  increased  in  wealth  and  im- 
proved in  our  tastes,  science  was  called  in,  with 
her  aids  in  the  capacity  of  architects,  engineers 
and  surveyors.  Magnificent  and  costly  structures 
must  be  erected,  canals  must  be  excaved,  rail- 
ways must  be  constructed,  and  in  this  "  age  of 
gold"  a  fence  cannot  be  "  run,"  a  floor  laid,  a 
path  marked  out,  or  a  lot  sold,  without  calling 
into  requisition  the  level  and  transit ;  the  pencil 
and  brush ;  the  axe,  the  rod,  and  the  chain.  The 
ioipetus  which  our  internal  improvements  thus 
received  taxed  the  engineer  force  of  the  country 
to  its  utmost,  and  doubtless  called  many  into  the 
profession  who  were  fitted  neither  by  nature  or  educa- 
tion for  the  situations  they  occupied.  To  palliate 
and  eventnallv  cure  the  latter  defect,  many 
books  and  tables  have  been  prepared  and  publish- 
ed by  eminent  engineers,  which  have  greatly 
aided  their  younger  brethren  in  their  labors  and 
studies.  Among  these,  however,  there  was  no 
regular  and  thorough  course  of  instrucMons  to  the 
draughtsman — the  topographical   draughtsman. 

Although  correct  drawings  of  a  work  are  one  of 
the  most  essential  features  in  its  proper  prepara- 
tion, we  think  we  shall  not  be  disputed  if  we  say 
that  there  is  no  other  point  in  which  our  native 
engineers  have  proved  themselves  so  deficient.— 
The  maps  of  our  works  show  it;  the  large  num- 
ber of  foreign  draughtsmen  employed,  attest  it. 
Nor  is  it  singular,  for  the  migratory  life  which 
an  enj^ineer  and  his  staff  were  obliged  to  lead 
gave  little  opportunity  for  the  practice  or  in- 
struction of  drawing.  '  -"^"    v":"'  - ''   '. 

To  b«come  an  efficient  draughtsman  requires 
timOj  taste,  and  intense  application.  Native  gen- 
ius may  prompt  a  fancy  sketch,  and  it  is  executed 
at  once  and  without  effort,  for  fancy  is  not  arbi- 
trary in  her  requirements ;  but  a  good  mechani- 
cal or  topographical  drawing  is  quite  another  and 
far  more  difficult  thing  to  accomplish.  Tbo  ma- 
terial  must  be  represented  correctly  and  with 
the  utmost  precision ;  the  picture  must  conform 
to  the  object,  and  not  the  object  to  the  picture. 
In  this  case  a  man,  though  he  be  possessed  of  the 
genius  of  an  Angelo  must  have  instruction,  appli- 
cation and  praclic*  before  that  genius  can  avail 
him. 

Lieut.  Smith  tells  ns  how  to  acquire  the  posi- 
tion of  a  ready  and  correct  draughtsman.  His 
"  manual"  embraces  sixty  two  pages  of  instrnc- 


tions,  explanations,  tabular  illustrations  and  prob- 
lems besides  seven  large  illustrative  plates. — 
Every  department  of  field  and  office  drawing  is 
fully  elucidated  and  the  manner  of  its  execution 
explained;  also  instructions  with  regard  to  the 
use  of  colors,  the  preparation  of  tools,  materials, 
etc.,  etc.  The  instructions  ai:d  illustrations  with 
reference  to  the  projection,  drawing,  and  copying 
of  maps,  selecting,  and  reducing  scales  &c.,  are 
particularly  full  and  interesting.  Some  of  the 
tabular  statements  are  exceedingly  valuable  as 
economists  of  time.  Altogether,  we  regard  the 
work  as  a  choice  addition  to  the  library  of  science 
and  art  and  one  which  has  long  been  wished  for 
by  the  Profession.  Able  and  experienced  engi- 
neers should  have  it  as  a  matter  of  economy,  while 
each  beginner  and  student  will  find  it  indispensa- 
ble, and  all  will  thus  testify  their  gratitude  to 
Lieut.  Smith,  and  their  appreciation  of  his  la- 
bors. .:»J*.vi;- ■ 


BUchlsau  Central  Railroad  Company, 

We  called  attention  last  week  to  the  extraor- 
dinary fact  that  the  Michigan  Central  Railroad 
Company,  for  years,  appear  to  have  been  declar- 
ing dividends  from  capital.  We  also  called  atten- 
tion to  the  meagre  and  unsatisfactory  reports  put 
forth  by  the  company  from  time  to  time.  These 
reports  at  best  are  mere  statements  that  so  much 
money  has  been  received  and  expended,  without 
specifying  for  what  objects.  No  estimates  or 
vouchers  of  engineers  are  given.  For  ought  ap- 
pears, the  money  may  have  been  expended  in 
building  a  railroad  to  the  North  Pole.  It  is  diffi- 
cult to  perceive  how  all  the  money  could  have 
been  properly  expended  upon  the  company's  road. 
The  capital  account  has  increased  nearly  two  mil- 
lions since  the  opening  of  the  road  to  Chicago ;  a 
rate  of  Increase  which  is  unprecedented,  and  in 
our  judgment  demanding  attention. 

A  part  of  this  increase  has  undoubtedly  gone  to 
help  the  construction  of  other  roads,  as  instruments 
of  combatting  the  Michigan  Snothern  and  other 
lines.  While  the  managers  of  the  Central  have 
been  pursuing  their  own  schemes,  the  public  have 
been  kept  quiot  and  unsuspecting  by  enormous 
dividends,  for  making  which  we  can  see  no  other 
motive,  unless  it  be  the  object  of  original  holders, 
to  reimburse  themselves  their  original  outlay,  and 
then  sell  out  their  stock  at  a  high  figure. 

Whatever  may  be  the  explanation  for  the  ex- 
cessive dividends  paid,  there  can  be  no  satisfac- 
tory one  for  the  style  of  reports  put  forth.  They 
contain  nothing  necessary  to  be  known,  to  a  prop- 
er understanding  of  the  company's  affairs,  or  of 
the  acts  of  the  directors.  They  ms^y  cover  any 
kind  of  jobbing  and  dishonesty.  They  seem  to  be 
any  intended  to  throw  a  sort  of  screen  around  the 
directors,  for  the  purpose  of  concealing  their  op- 
erations from  the  public  gaze.  If  it  could  be 
seen  what  they  have  been  about,  we  have  no 
doubt  much  that  is  wrong  would  be  disclosed. — 
We  should  think  the  stockholders  would  like  to 
know  whether  any,  and  how  much,  of  the  money 
has  gone  to  build  nthtr  roads  ;  and  whether  the 
money  so  expended  is  lavishly  or  wisely  invested. 
It  strikes  us,  that  they  have  ac  interest  in  know- 
ing how  much  of  the  money  has  been  expended 
outside  the  legitimate  objects  of  the  company ;  and 
upon  whose  motion.  The  company's  reports  throw 
no  light  upon  these  subjects.  We  presume  that 
there  are  not  five  persons;  other  than  the  direc- 
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tors,  who  have  the  lejwt  notion  as  to  the  manner 
in  which  the  aflairs  of  this  company  have  been 
managed.    ^  • 

If  stockholders  maintain  snch  indifllbrence  as  to 
the  management  of  their  property,  they  must  not 
complain  it  they  wake  us  some  morning  and  find 
it  vamosed.  Take  the  case  of  Schuyler  and  the 
New  Haven  Company.  He  preyed  upon  this  road 
for  years,  while  the  victimized  stockholders  looked 
with  the  most  stolid  apathy.  It  required  a  thun- 
derbolt to  awaken  them ;  but  even  such  a  warn- 
ing may  fail  to  convey  any  useful  lesson.  The 
stockholders  in  the  Michigan  Central  must  not 
complain  if  they  shouM  one  of  these  days  find 
that  the  bottom,  has  fallen  out  of  their  buckets ; 
and  that  they  have  eaten  up  the  road  in  divi- 
dands,  which  they  supposed  to  be  declared  from 
earnings. 


HVtiy  tlie  Nexir  Brl«  I.oan  nvlll  be  Tak«n> 

It  is  pretended  by  many  that  the  new  loan  will 
not  be  taken.  We  are  of  the  contrary  opinion. — 
We  believe  that  the  new  loan  will  be  taken  on  its 
own  merits,  because  the  road  is  abundantly  able 
to  pay  the  interest  and  the  principal,  and  because 
this  is  the  only  instance  we  know  of  where  eleven 
per  cent,  of  the  loan  is  to  be  purchased  and  can- 
celled aonually.  In  corroboration  of  our  impres- 
sion we  subjoin  the  following  figures : 
""*■'■  1852.  1854.         Increase, 

Sept.  30.        Sept.  30.      per  cent. 
Total  cost  of 

Erie  R.  R. $28,307,375   S34,850,000    23  1-8 
Gross     earn- 
ings       3,017,748       5,122,666    68  1-12 

Transport'on 

expenses..      1,728,344       2,740,960    58  1-2 
Net  earnings.     1,319,404       2,381,706    80  15-100 
Per  centage  of  net  earnings  on  total 
cost  of  the  Road,  ($28,307,375,)  Sept. 

30, 1862 4  661-1000 

Per  centage  of  net  earnings  on  total 
cost  of  the  Road,  (.$34,850,000,) 
Sept.  30,1854 G834-1000 

It  must  be  borne  in  mind  that  the  cost  of  the 
road  is  taken  as  it  stood  on  the  30th  of  Sept.,  1864, 
but  a  large  proportion  of  the  increase  during  the 
year  was  only  eflfected  in  the  latter  part  of  it — the 
percentage  given,  therefore,  is  below  the  true  one. 
Taking  the  average  cost  during  the  year,  the  per 
centage  would  exceed  seven  per  cent.  These 
figures  are  sufficient  to  show  that  the  statements 
60  frequently  put  forth  that  the  construction  ac- 
count was  increasing  iu  a  more  rapid  proportion 
than  the  net  earnings  are  erroneous. 

But  even  if  the  loan  should  not  be  taken  on  its 
owJi  merits,  we  are  sure  that  the  stockholders,  in 
come  and  Convertible  Bondholders,  will,  in  that 
event,  agree  to  take  it  because  it  is  the  only  wise 
policy  to  be  pursued,  as  the  following  figures  show. 
We  give  round  figures  ; 

Value  of  Securities  under  the  anticipation  ofemiar- 
rassinent. 

$10,000,000  Erie  Stock  at  29 $2,900,000 

2,660,000  Erie  Income  bonds  at 70..    1,820,000 
■"    7,900,000  Erie  Convertible  bonds   at 
..-   60 3,960'000 


tions  here  given  would  again  rule,  and  the  diflfer- 
ence  to  the  parties  interested  w  ould  exceed  $4,- 
000,000.  Will  they  prefer  to  lose  $4,000,000  by  de- 
preciation, or  to  lay  out  $4,000,000  and  receive  in 
exchange  an  undoubted  security,  the  very  negoti- 
ation of  which  will  probably  cause  an  advance  of 
10  per  cent,  on  the  quotations  of  to-day,  of  both 
stock  and  bonds  1  This  further  rise  would  make 
an  equivalent  of  $2,000,000.— A'.  V.  Timxs. 

Railroads  ▼■#  the  Erie    Canal. 

The  relative  receipts  of  the  canal  from  tolls  and 
tie  freight  receipts  of  Railroads,  which  connect 
with  the  Lakes  and  compete  with  the  canals  in 
their  carriage,  viz  :  the  Erie,  the  Central,  and  the 
Ogdensburg  road,  have  been  as  follows  for  five 
years,  viz  : — 

R.  R.  freight  receipts.        Canal  tolls. 

1850 $1,122,432  $3,486,172 

1861 3,102,453        ,.         3,722,163 

1852 3,366,280        i  3,179,145 

1853 4,824,519  3,168,546 

1854  (estimated)..    6.000,000  3,000,000 

thus  showing  an  increase,  in  four  years,  of  about 
five  millions  of  dollars  in  the  freight  receipts  of 
the  three  competing  railroads,  and  a  decrease  in 
Canal  tolls  of  more  than  half  a  million  of  dollars. 

It  will  be  borne  in  mind  that  the  receipts  of  the 
railroads  include  the  entire  amount  of  tr  ansporta- 
tion,  while  of  the  canals,  only  the  tolls  paid  the 
State.  The  entire  movement  onthe  canal  for  1853 
was  4,247,853  tons,  carried  for  an  average  distance 
of  165  miles.  The  entire  movement  ef  the  above 
Railroads  was  1,200,000  tons,  carried  an  average 
distance  of  100  miles.  The  reUtive  service  per- 
formed by  each  is  as  follows  : 
Tons  carried  one  mile  by  the  canal. .  .701,293,745 
"  "  "  "  Railroad.  120,000,000 
or  six  times  greater  service  by  the  canal  than  by 
the  three  railroads. 

While  the  canal  makes  but  very  little  noise,  it 
is  doing  a  business  equal  to  that  oi eighteen  first- 
class  roads.  Such  is  the  point  from  which  to  get 
a  coriect  idea  of  this  great  work. 


Total $8,670,000 

Value  of  Securities  under  the  anticipation  of  relief 
from  emharrasiment. 

$10,000,000  Stock  at  45 $4,500,000 

2,660,000  Income  Bonds  at  90 2,340,000 

'•■    7,900,000  Convertible  bonds  at  76. . ,    5,926,000 


!'  'u  rio::- -r.  ■•■-•        -^— — 
Total ....;... $12,765,000 

By  these  figures  it  is  evident  that  the  very  se- 
curities which  would  be  most  seriously  affected 
by  any  embarrassment  on  the  part  of  the  company 
have  appreciated  over  $4,000,000,  that  is,  more 
than  the  total  amount  of  the  new  loan  proposed. 
Bboold  the  loan  not  be  taken,  the  lowest  quota- 


Flctltions  Stock  In  Railroads  • 

One  of  the  great  evils  connected  with  the  con- 
struction of  railroads,  is  the  immense  amount  of 
fictitious  capital  which  they  are  the  means  of  im- 
posing upon  the  public.  No  other  contrivance  af- 
fords such  means  for  accomplishing  such  objects 
as  railroads.  The  cost  of  our  roads  diflFer  all 
the  way  from  $15,  to  $90,000;  so  that  $45,000  is 
only  one-half  the  cost  of  some  road8,and  three  times 
the  cost  of  others  per  mile.  A  scheme  is  set  on  foot. 
The  difliiculties  in  the  way  of  its  construction,  and 
its  immense  prospective  income  are  both  magni- 
fied ;  one  as  screen  under  which  stock  and  securi- 
ties to  the  amount  of  $40,000  are  issued  to  build 
a  road  which  in  fact  only  costs  $20,000 ;  and  the 
other  as  a  means  of  persuading  the  public  to  pur- 
chase such  valuable  securities,  by  which  operation 
the  lucky  parties  who  have  the  scheme  in  hand 
pocket  one  hundred  per  cent,  profit,  while  the 
duped  public  lose  in  the  same  ratio. 

The  evil  complained  of  is  glaring.  Yet  it  is  al- 
most impossible  to  remedy  it.  The  public  have 
no  means  of  forming  an  accurate  idea  of  the  real 
cost  of  a  proposed  road,  or  of  correcting  the  esti- 
mates that  are  placed  upon  its  income,  and  as 
results  may  be  aflHrmed  of  a  poor  scheme,  as  extra- 
vagant as  of  a  good  one,  and  more  is  always  said 
in  favor  of  a  poor,  than  a  good  one,  for  the  reason 
that  consciousness  of  having  a  sound  project  pre- 
cludes all  idea  of  the  necessity  of  trumpeting  its 


merits,  while  the  lack  of  such  merits  creates  the 
necessity  of  inventing,  and  insisting  upon  them. 
It  is  too  oflen  the  case  that  the  general  character 
of  the  parties  controlling  such  works,  is  no  evid- 
ep.ce  in  favor  of  them,  as  it  is  not  considered  dts- 
honorable  among  the  great  mass  to  make  use  of 
any  of  the  above  modes  for  making  money. 

There  is  no  doubt  that  the  public  have  been  se- 
vere sufferers  from  the  great  <|uantity  of  fictitious, 
or  bogus  securities  imposed  upon  it,  which  ac- 
counts for  the  disgust  felt  by  so  many  toward  one 
roads.  Where  is  there  a  road  whose  stock  has  not 
been  inflated  in  the  manner  indicated  7  Take  an 
illustration  within  the  observation  of  all,  that  of 
the  great  High  Priest  in  this  kind  of  iniquity,  the 
New  York  Central,  and  see  what  wrong  result- 
ed from  the  dividend  of  the  supposed  value  of  its 
stock  above  par  at  the  time  of  the  consolidation. 
The  companies  issued  and  divided  among  the 
stockholders,  nearly  $10,000,000,  in  bonds,  which 
became  a  part  of  the  capital  account,  while  it  does 
not  represent  a  penny  paid  into  the  road.  Now 
although  this  was  a  public  act,  only  a  very  small 
part  of  ihe  community  ever  heard  of  it,  and  fewer 
understand  anything  about  it,  but  bought  into  the 
stock  ?fler  the  consolidation,  under  the  idea  that 
it  was  worth  just  as  much  after  as  before.  Snch 
a  case  came  under  our  observation  only  a  few  days 
since.  A  distinguished  clergyman,  a  trustee  for 
orphan  children,  bad  occasion  to  invest  their  mo- 
ney soon  afler  the  consolidation,  and  never 
having  heard  any  thing  about  it,  or  at  any  rate, 
which  it  signified,  bought  the  stock  at  the  highest 
figure  it  was  then  going  at.  Of  course  he  now 
finds  the  market  value  of  his  investment  some  25 
per  ct.  below  cost ;  and  his  wards  without  divid- 
ends, or  means  of  support.  A  vast  amount  of  the 
stock  of  the  Central  has  b«en  purchased  for  simi- 
lar objects,  with  similar  results ;  and  the  holders 
understanding  why  they  are  without  dividends, 
of  course  have  no  very  high  opinion  of  the  tone 
of  railroad  management,  or  the  value  of  railroad 
property.  We  take  the  case  of  the  Central  as  a 
palpable  one  of  the  kind  ;  as  one  of  the  most  suc- 
cessful, and  at  the  same  time  most  unjustifiable 
swindles  upon  public  credulity. 

The  Central  was  a  case  where  dividends  were 
paid,  being  the  excess  of  the  estimated  value  of 
the  property  of  the  company  above  pari ;  time 
has  proved  the  incorrectness  of  the  estimate. 

The  more  common  case  is  to  affirm  similar  re- 
sults of  unfinished  roads,  and  to  realize  the  excess 
of  value  long  before  the  road  is  opened.  This  is 
the  favorite  mode  of  imposing  upon  the  public,  as 
the  fraud  in  the  outset  is  more  diflScult  of  detec- 
tion, and  can  be  excused  as  a  mistake  of  judgment, 
when  detected.  '   ■^-  ■•■ 

It  always  happens  that  schemes  that  arc  most 
worthless  in  themselves  are  loaded  with  the  great- 
est amount  of  fictitious,  or  bogus  stock,  or  bonds. 
The  reason  is,  that  the  object  of  such  schemes  is  a 
swindle.  Where  men  put  their  money  Into  a  pro- 
ject, bona  fide,  they  are  pretty  certain  to  look  af- 
ter it,  and  not  allow  its  capital  to  exceed  the  cost  of 
the  road.  If  the  purchasers  of  securities  desire  a 
test  by  which  to  distinguish  a  souod  from  an  un- 
sound, or  fictitious  project,  let  them  ask  for  the 
list  of  stockholders,  and  the  sums  paid  by  them 
in  cash.  Where  there  is  a  large  Hud  responsible 
list  of  subscribers,  and  who  are  not  in  the  direc- 
tion, or  management  of  the  road,  it  shows  that 
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th«re  is  money  in  the  project,  and  that  consequent- 
ly it  will  bo  well  manafed.  A  man's  care  general- 
ly follows  his  money.  On. the  other  hand  when 
the  stock  in  a  road  is  taken  by  a  few  parties,  the 
almost  unavoidable  inference  is,  that  such  parties 
intend  the  public  shall  build  the  road,  while  they 
pocket  the  profits.  To  correct  these  abuses,  pur- 
chasers have  only  to  look  into  the  matter  them- 
selves, to  refuse  to  take  any  security  that  is  not 
baaed  upon  a  large,  paid  up,  cash,  subscription. 
Acting  upon  svc/i  rule,  they  can  hardly  make  a 
misuke.  By  violating  it  they  only  lend  them- 
selves to  the  frauds  against  which  they  complain. 

(For  the  American  Railroad  Journal.)     '•,•.••■'•'■ 
lioeomotlve  Englnea. 

The"OW  Engineer"  who  accuses  Mr.  Colburn 
of  "stating  facts  which  are  notoriously  otherwise" 
and  of  "looking  one  way  and  rowing  the  other," 
and  who  would  induce  your  readers  to  believe  that 
Mr.  C,  is  entirely  ignorant  of  the  subject  of  which 
he  writes,  has  only  proved  himself  so :  his  direct 
contradictions  unsupported  by  any  evidence  do 
not  come  with  any  good  grace  from  a  man  whose 
object  in  writing  is  to  "assist  to  impart  informa- 
tion in  which  assumption  should  not  be  the  pre- 
dominant feature. 

No  one  acquainted  with  the  production  and  ap- 
plication of  steam,  to  locomotion,  can  overlook 
the  advantage  arising  from  the  use  of  cylinders 
of  great  length  and  small  diameter.  The  longer 
the  stroke,  the  greater  may  be  the  diameter  of  the 
wheel;  the  greater  tho  diameter  of  wheel,  the 
fewer  the  number  of  revolutions  per  minute  for 
any  speed  ;  the  fewer  the  number  of  revolutions, 
the  less  the  vtlocity  of  piston,  and  the  more  mod- 
erate the  reciprocations  of  machinery,  and  conse- 
quently, fhe  wear  and  tear. 


Of  course  the  eflBciency  of  the  Winans'  engines 
depends  in  a  great  degree  on  the  small  wheels  mmI 
the  great  adhesion,  but  the  very  element  which, 
combined  with  the  small  wheel,  produces  the 
maximum  useful  effect  for  freight  locomotives,  is 
the  long  stroke. 

Mr.  C.  is  not  wrong  in  recommending  a  large 
driving  wheel.  Such  an  adoption  does  not  neces- 
sarilly  increase  the  weight  of  the  engine  (zcept 
the  wheels.  As  to  raising  the  centre  of  gravity, 
this  objection  is  overcome  by  adopting  Crampton's 
arrangement ;  or  b}  placing  the  boiler  below  the 
driving  axle  ;  or  by  the  application  of  a  combus- 
tion chamber ;  all  of  which  have  been  proved 
practicable.  As  to  shortening  the  smoke>stack, 
we  might  as  well  object  to  high-heeled  boots  on 
the  ground  of  their  lowering  the  crown  of  a  man's 
hat.  As  to  affecting  the  exhaust  pipe,  tho  fact 
that  engines  on  both  broad  and  narrow  gauge  in 
England,  have  worked  8  feet  wheels  at  70  miles 
per  hour,  is  enough  to  set  aside  this  objection, 
even  coming,  as  it  is  from  an  "Old  Engineer." 

If  our  old  friend  has  not  outlived  the  possibility 
of  further  acquirements,  I  would  suggest  that  he 
reads  "Clark  on  Railway  machinery." 

I  have  not  said  this  much  to  fliid  fault  with  an 
'Old  Engineer  "  but  to  disabuse  any  one  who  may 
be  reading  Mr,  C's.  article  on  locomotion. 
Very  respectfully, 

GEORGE  L.  VOSE. 

Portland,  Oct.  27.  1864. 


Pennajrlvaala  Railroad* 

niSTORICiL  SKETCH. 

Pi«vionR  to  the  constniction  of  the  most  im- 
proved highways  now  in  use,  the  city  of  Pl>iladel- 
The  slower  the  rao-  phia,  from  her  favorable  position,  was  in  posses- 
tion  of  the  piston  the  better  chance  has  the  steam  sion  of  the  trade  of  the  interior  of  the  country, 
to  make  its  entrance  and  exit  from  the  cylinder — |  particularly  of  the  Western  and  South-Westem 
and  the  more  completely  do  we  obtain  tho  value  States.  She  bad  the  easiest  access  to  the  Ohio 
of  its  pressure.  The  slower  the  motion  of  the  pis- 1  River,  and  as  this,  with  the  rivers  with  which  it  is 
ton  the  slower  the  consumption  of  steam — as  also  connected,  served  as  the  chanmels  of  commerce 
the  production.  The  slower  tho  production,  the  for  the  vast  territory  watered  by  them,  Philadel- 
greatcr  the  economy  of  production  ;  and  economy  phia  was  the  mos  t  convenient  centre,  or  depot,  for 
in  working  a  locomotive,  is  an  object  of  primary  i  the  internal  trade  of  tho  country;  and,  con- 
importance  in  railway  management.  sequently,  remained  the  largest  and  most  im- 
Mr.  C.  is  quite  right  in  saying  that  with  a  small-  iportant  city,  so  long  as  the  ordinary  highway  was 
cr  diameter  of  cylinder  and  consequently  a  less  \  the    best    means    of  conveyance    known.       Of 


pressure  on  the  head,  that  there  is  less  tendency 
to  sinuous  motion.  The  centre  of  sinuous  motion 
is  the  centre  of  gravity  of  the  engine  (a  little  for- 
ward of  the  driving  axle)  The  leverage  iti  the 
distance  from  the  crank-pin  to  the  cylinder  head, 
and  the  steam  pressure  on  the  cylinder  head,  the 
power;  consequently  the  less  the  pressure  the  less 
the  sinuous  motion. 

Of  course  the  lateral  vibration  is  greatest  at  the 
after  end,  as  that  point  is  at  the  greatest  distance 
from  the  centre  of  motion.  The  "  Old  Engineer" 
is  wrong  in  making  the  sinuous  motion  due  to  the 
reciprocating  machinery.  The  weight  of  crank- 
pin  and  connecting  rod  is  ballanced  by  the  coun- 
terweights at  the  rim  of  the  wheel.  The  sinuous 
motion  in  a  locomotive  is  caused  by  the  difference 
ia  the  time  of  action  of  the  two  pistons.  If  both 
uistous  moved  in  the  same  direction  at  the  same 
line,  there  wou'd  be  no  sinuous  motion,  even  were 
tfi-j  wheel  unbalanced.  In  the  first  quarter  re- 
solution, the  pijitons  move  together;  in  the  second, 
■■•  opposite  directions;  in  the  3d,  together,  and  in 
the  4tb  opposite ;  and  the  sIquous  motion  is  pro- 
Uuced  while  the  uotioo  i«  diffbraat. 


all  the  Atlantic  cities,  Baltimore  alone  maintained 
a  feeble  competition  for  the  trade  of  the  great 
valley.  New  York  and  Boston  was  entirely  cut  off" 
from  this  trade,  except  through  the  above  ci- 
ties, by  the  enormous  cost  of  transportation  be- 
tween N.York  and  Lake  Erie,  which  so  late  as  1820, 
was  $100  per  ton,  and  a  still  larger  sum  between 
Boston  and  the  same  point. 

The  opening  of  the  Erie  Canal  instantly  reduced 
the  cost  of  transportation  of  its  route  from  otie 
hundred  to  ten  dollars  per  ton.  No  sooner  was  this 
grand  work  completed  than  it  became  the  outlet 
of  all  the  upper  portion  of  the  Mississippi  Valley. 
To  reach  it  all  the  North- Western  States  immedi- 
ately commenced  the  construction  of  similar 
works,  terminating  upon  the  Lakes,  which  secured 
to  NewYork  a  monopoly  of  the  trade  formerly  en- 
gaged by  Philadelphia.  To  recover  this  trade  the 
State  of  Pennsylvania  commenced  the  construction 
of  a  work  similar  in  character  and  objects,  the 
Pennsylvania  Canal.  It  was  found  impossible  to 
cross  the  crest  of  the  AHeghanies  by  a  water  line, 
and  the  intarmedUte  break  had  to  be  lupplied  by 
i  railway,  ooaalitia^  of  numeroui  fltkMt^  wgrktd 


by  sutionary  power.  This  new  line  to  the  Ohio, 
though  of  vast  importance  to  Philadelphia,  restor- 
ing a  portion  of  the  trade  she  had  lost,  failed  to 
secure  all  the  results  predicated  of  it,  from  delay 
and  expense  incurred  by  tho  break  in  the  canal, 
and  the  use  of  the  portage  railroad ;  and  as  soon 
as  the  time  had  demoastrated  tho  capacity  of 
railroads  to  compete  with  water  routes,  the  Penn- 
sylvania Railroad  was  commenced  for  the  purpose 
of  restoring  Philadelphia  to  what  her  citizens 
believed  to  be  her  proper  place  in  the  ranks  of 
American  citieg.  .    r.,  ^ : . 

The  Pennsylvania  Railroad  was  chartered  on 
the  13th  of  April,  1846,  with  authority  to  con- 
struct and  maintain  a  railroad  between  Uarris- 
burgh    and    Pittsburgh.      The  charter  required 
a  subscription  of  S2,600,000  to  the  capital  stock 
of  the  company  as  a  condition  precedent  to  its  or- 
ganization.   It  conferred  the  ordinary  franchises 
andpower8,with  the  right  to  take  land  and  material 
necessary  for  the  construction  of  the  road;    but. 
authorized  only  the  holding  of  such  real  estate  as 
might  be  required  by  the  business  of  the  road.  It 
provided  that  the  debts  of  the  corporation  should 
never  exceed  one-half  of  the  paid  up  capital  stock, 
and  that  no  part  of  the  capital,  or  funds,  should 
ever  be  loaned  to  any  cflScer  of  the  company.  The 
directors,   were    all  to  be  citizens  of  the  State. 
The   charter  also  provided   that    no    holder  of 
shares  transferred  within  60  days  preceding  the 
election  of  the  directors,  or  general  meeting  of  the 
stockholders,  should  vote  at  such  meeting,  or  elec- 
tion ;  and  that  no  persons,  (excepting  females,) 
living  within  ten  miles  of  the  place  of  such  meet- 
ing should  vote  by  proxy ;  that  no  person  shall  re- 
present by  proxy  more  than  three  stockholders, 
and  that  no  proxy  should  be  valid  unless  executed 
within  three  months  from  its  use,  and  acknowled- 
ged before  some  person  authorized  to  take  such 
acknowledgments.     The    charter    also  provided, 
that  the  Legislature  shall  charter  no  other  com- 
pany with  a  right  to  construct  a  railroad  upon  a 
parallel  route.    No  compensation  is  to  be  allowed 
to  the  directors,  except  to  the  President.      Divid- 
ends are  not   to  exceed  the  net  earning.'*,  and  in 
case  of  such  excess  the  directors  are  to  be  liable 
therefore ;  but  the  company  wore  authorized  to  pay 
interest  on  the  stock  subscriptions  at  tho  rate  of 
6  per  cent,  till  the  road  was  completed ;  earnings 
of  the  road  in  the  mean  time  being  credited  to 
the  cost  of  construction.     The  company  were  au- 
thorized to  construct  branches  to  the  city  of  Erie, 
to  Blairsvillo,  to  Uniontown  and  to  any  part  of  the 
counties  through  which  the  road  might  run.    Tho 
charter  also  required  a  full  report  of  the  doings 
of  the  company  to  be  made  annually,  and  pub- 
lished in  the  newspapers,  and  in  pamphlet   form. 
The  amount  of  capital  stock  authorized  was  $10,- 
000,000,  which    amount    was,    by  amendments 
increased  to  S17,500,(X)0.     The  company  were  au- 
thorized to  charge  a  rate  of  toll  not  exceeding 
three  cents  per  mile  for  through,  and  3|  cents  for 
way  passengers.     The  company  are  to  pay  to  the 
use  of  the  Stale  at  the  rate  of  three  mills  per  too, 
per  mile,  for  every  ton  of   freight  transported 
over  the  road,  as  a  protection  to  the  State  works. 
The  State  also  reserved  the  right  to  purchase 
the   road   at  the   expiration  of  20  years  at  cost, 
with    8    per  cent,    interest    thereon,    deducting 
the  proflta  of  the  company  •    bat  if  this  right 
•hould  aot  bf  •xirdMd,  thoa  lh«  right  of  tho 
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company  to  continue  for  a  farther  period  of 
20  years  ;  and  so  on,  from  20  years  to  20  years. 
The  charter  also  authorized  subscription  to  the 
stock  of  the  company  by  the  countias  of  Phila- 
delphia and  Alleghany,  and  by  the  cities  of  Phi- 
ladelphia and  Pittsburgh,  but  provided  that  the 
private  stockholders  shall  always  elect  a  majority 
of  the  directors. 

The  work  of  construction  was  commenced  in 
July,  1847,  and  60  miles  of  the  road,  from  Harris- 
burg  to  Lewistou,  was  opened  in  September,  1849; 
and  in  September,  1860,  to  Hollidaysburgh,  a  dis- 
tance of  71  miles;  there  connecting  with  the  State 
Road,  crossing  the  Alleghany  Rridge.  On  the 
western  division,  the  road  was  completed  from 
Johnstown,  the  western  terminus  of  the  State  road 
to  Lockport,  a  distance  of  18  miles,  in  August, 
1861 ;  from  Lockport  to  Beatty's,  22  miles;  from 
Pittsburgh  to  Turtle  Creek,  12  miles,  in  December, 
1861  ;  and  from  Turtle  Creek  to  Beatty's  27  miles 
in  December,  1852.  The  Mountain  division  of  36 
miles  was  not  completed  till  February,  1854,  up 
to  which  time  the  road  was  worked  in  connection 
with  the  State  road, 

;"?■"';        ROUTE  AND  CONNECTIONS. 

The  route  of  the  road  is  favorable,  with  the  ex- 
ception of  crossing  the  mountains.  From  Harris- 
burgh  to  Altoona,  a  distance  of  131  miles,  the 
steepest  gradient  going  east,  is  only  lOj^  feet  to 
the  mile,  and  going  west,  21  feet  to  the  mile. — 
From  Altoona  to  the  summit,  a  distance  of  12  mile 
the  ascent  overcome  is  993  feet,  equal  to  an  aver- 
age gradient  of  82  75-100  feet  to  the  mile.  The 
maximum  grade  on  this  part  of  tbe  road  is  05  feet 
to  the  mile,  which  upon  curves  is  reduced 
in  proportion  to  their  radii.  From  the  summit 
trest  to  Pittsburgh,  a  distance  of  105  miles,  the 
steepest  descent  is  52)^  feet  to  the  mile.  The  dif- 
ference in  elevation  of  these  two  points,  1,461  feet. 
The  elevation  of  Pittsburg  above  tide  water  is  700 
feet;  of  the  road-bed  in  the  tunnel,  by  which  the 
Alleghany  range  is  crossed  2,161  feet.  The  eleva- 
tion of  the  passenger  station  at  Harrisburgh  is  310 
feot. 

The  summit  tunnel  is  3,760  feet  long.  With  the 
exception  of  the  mountain  division,  the  route  is  a 
very  favorable  one,  and  probably  is  the  only  prac- 
ticable one  for  a  direct  line  between  Harrisburgh 
and  Pittsburgh.  The  key  to  the  passage  of  the 
mountains  is  the  Juniata  valley,  so  that  in  addition 
to  Legislative  protection,  the  company  have  a  still 
stronger  one  against  rival  lines,  in  occupying  the 
on]j  feasibk  route.  ;;.    ,• 

The  eastern  terminus  of  the  road  is  practically 
based  upon  Philadelphia,  with  which  it  is  con- 
nected by  the  Columbia  Railroad,  a  State  work, 
and  by  the  Harrisburgh  and  Lancaster  road,  now 
run  by  the  Pennsylvania  road.  All  these  roads 
form  complements  of  one  line,  and  will  probably 
be  eventually  consolidated  underone  management, 
or  the  Penn!*ylvania  company  will  construct  an  in- 
dependent line  between  Harrisburgh  and  Philadel- 
phia, for  which  a  favorable  route  may  be  found 
through  the  Lebanon  valley.  There  seems  to  be 
little  doubt  that  the  Sute  will,  before  many  years, 
dispose  of  her  public  works  to  private  companies  ; 
in  which  event,  the  Columbia  will  uudoubtedly  be 
secured  to  the  Pennsylvai)ia  road ;  though  it  may 
be  doubted  whether  such  consolidation  would  in- 
crease the  value  or  profits  of  the  latter,  as  experi- 
•nc«  69«mii  to  bbow,  that »  t«rmiiiAUoo  io  a  Urgft 


city  frequently  adds  more  to  tbe  cost  of  maintain- 
ing it,  than  is  gained  by  such  connection. 

From  Harrisburgh,  till  the  road  descends  the 
western  slope  of  the  mountains,  no  connection  of 
importance  is  practicable  from  the  topography  of 
the  country.  On  crossing  the  mountains,  the  first 
important  connection  made  is  the  North-western 
railroad,  designed  to  connect  the  Pennsylvania 
road  and  the  city  of  Philadelphia,  with  Lake  Erie 
at  Cleveland.  This  road  is  in  progress.  The  next 
important  tributary  line  is  the  Hempfield,  branch- 
ing from  the  Pennsylvania  at  Greensburgh,  and 
extending  westwardly  to  Wheeling,  a  distance  of 
80  miles.  This  road  is  well  advanced,  having  been 
largely  aided  by  the  city  of  Philadelphia.  At 
Wheeling,  the  llempfleld  road  will  connect  with 
the  Cleveland  and  Wheeling,  the  Ohio  and  Cenlral, 
and  the  Marietta  and  Cincinnati,  and  through 
these  with  nearly  every  important  road  in  Ohio, 
Indiana  and  Illinois.  At  Pittsburgh,  the  Pennsyl- 
vania road  will  connect  with  the  Ohio  and  Penn- 
8ylva::ia,  and  the  Pittsburgh  and  Steubenville 
roads,  both  extending  into  Central  Ohio,  and  both 
prolonged  by  other  lines  into  Indiana  and  Illinois, 
and  soon  to  be  carried  to  the  Mississippt  River. 
No  road  in  the  country  has  more  extensive  west- 
ern ramifications,  and  none  is  in  better  position  to 
command  a  large  portion  of  the  trade  of  the  inte- 
rior. 

At  its  eastern  terminus,  the  Pennsylvania  Rail- 
road connects,  as  before  stated,  with  the  State 
line  leading  to  Philadelphia :  also  with  the  Tide- 
water Canal,  a  State  work,  and  which,  in  fact,  is 
the  continuation  to  tide- water  of  the  Pennsylvania 
Canal ;  also  with  the  line  of  Railroad  extending  to 
Baltimore.  Should  the  proposed  Railroad  from 
Easton  to  Harrisbui^h  be  constructed,  the  Penn- 
sylvania Railroad  will  have  ample  and  convenieni 
outlets  for  its  immense  traffic  to  the  three  great 
Atlantic  Cities  of  Philadelphia,  Baltimore  and 
New  York,  for  all  of  which  it  will  form  the  shortest 
avenue  to  the  Ohio  River.      .';t.  ''■•'; 

SOURCES  AND  COARACTER  OF  BUSINESS. 

The  Pennsylvania  Railroad  is  what  may  emi- 
nently be  termod  a  through  route,  not  for  the 
want  of  a  very  large  locai,  but  from  a  still  larger 
through  business.  The  important  relations  sus- 
tained by  Pittsburgh  to  Philadelphia  must  secure 
to  the  road  an  enormous  through  traffic,  not  to  es, 
timate  the  business  brought  to  it  by  means  of  its 
numerous  connection,  among  the  most  important 
of  which  is  the  Ohio  River,  which  must  always 
continue  as  the  great  route  for  the  movement  of 
heavy  freight.  The  City  of  Pittsburgh  already 
numbers  100,000  people,  and  has  a  growth  as 
rapid  as  the  most  flourishing  of  American  cities. 
The  numerous  lines  of  Railroad  intersecting  the 
road  west  of  the  mountains,  among  which  are  a 
number  of  first  class  roads,  look  to  the  Pennsylva- 1 
nia  Railroad  as  their  great  trunk  to  tide-water. 

The  immediate  route  of  the  road  supplies  a  j 
very  large  business,  which  is  capable  of  indefinite  [ 
increase  from  the  immense  resources  of  the  coun- 
try traversed,  both  in  soil  in  minerals,  which  is 
exceeded,  probably  by  no  portion  of  the  State.  ! 
A  very  large  portion  of  the  line  of  the  road  is 
overlaid  by  beds  of  iron  ore  and  coal,  both   of 
which   are  now  extensively  worked,  and  active 
measures  are  in  progress  for  their  further  develop- 
i4»;nt,  k'...,       .7   ] . 
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tyear,  the  earnings  of  the  successive  divisiuns  arc 
I  no  criterion  of  the  future  earnings  uf  the  whole 
I  line.    The  entire  earnings  for  1853,  were  S"2,774, 
889,  of  which  $1,507,520  were  from  freight;  $1,- 
j  145,908  weie  from  passengers,  and  $132,663  from 
;  mails  and  miscellaneous.     The  receipts   for  tbe 
jyear  ending  Jan'y  1,   1863,   were  from  freights 
18780,892;    from  passengers  SI  ,080,840 :    roiscel 
I laneous  S82,095 ;  totitl  SI, 942,827.     The  receipts 
for  the  year  ending  January  1,  1852,  were  from 
j  freight,  $326,827 ;  from  passengers  $404,771 ;  mis- 
!  cellaneous  $23,075  ;    total   $754,674.     The  total 
receipts  from  the  d»tc  of  the  opening  of  the  first 
division  to  Uniontowii,  on  the  first  day  oi"  Septem- 
ber, 1849,  to  Jany  1,  1851,  were,  from  passengers, 
$229,142;  from  freight  $101,621;   mtsccllancons 
$8,689;  total  $339,452. 

The  total  amount  expended  u,>  to  Jauuary, 
1854,  was  $14,360,637  04.  The  total  estimated 
cost  of  the  road,  with  a  double  tr,-\ck,  and  ample 
equipment,  is  $16,665,000.  The  probable  re- 
ceipts for  the  present  year  will  be  $3,600,000, 
which,  deducting  60  per  cent,  for  expenses,  will 
leave  a  net  revenue  of  8j  i>er  cent,  on  the  whole 
estimated  cost 

[A  full  notice  of  the  above  road  is  deferred  till 
the  publication  of  the  next  report  uf  the  company, 
which  will  cover  their  operations  for  the  present 
year.]  | 

Pliiladclpbia  aMd  the  L>a1te*. 

The  completion  of  the  Catawissa  and  Williams- 
port  Railroad  from  "  the  Junction,"  8  14  miles 
west  of  Tamaqua,  in  Schuylkill  county,  to  Mil- 
ton, in  Northumberland  county,  63  1-4  miles, 
gives  tbe  citizens  of  Philadelphia  a  railroad  con- 
nection with  the  lakes,  with  but  21  miles  of  stag- 
ing, or  boating,  irom  Uniontown,  7  miles  above 
Milton,  to  Williamsport.  In  a  month  or  six 
weeks,  that  connecting  link,  which  ia  a  portion  of 
the  Sunbury  and  Erie  Railroad  will  be  finished, 
and  then  we  can  breakfast  in  this  city,  dine  at 
Milton,  and  sup  in  Elmira,  New  York,  a  proiminent 
point  on  the  New  York  and  Eric  Railroad,  a  dis- 
tance of  231  miles  from  Philadelphia.  The  ad- 
vent of  the  new  road  was  celebrated  yesterday  bj 
a  large  number  of  gentlemen,  who  starfd  from 
Broad  and  Vine  streets  on  an  excursion  over  the 
new  improvement.  The  ro;id .  passes  through  a 
beautiful  section  of  country,  and  gave  thoss  par- 
ticipating in  the  pleasures  of  the  trip  an  •ppor- 
tunity  not  only  of  examining  the  Catawissa  and 
Williamsport  road,  but  al.so  seven  miles  of  the 
Sunbury  and  Erie  Railroad,  the  Little  Schuylkill 
road,  and  the  favorite  Reading  road  leading  to  the 
coal  regions  of  Schuylkill  county.  —Com.  Lift. 

Opening  oftlie  Central  Okto  Kallrwad. 

This  great  event  took  place  on  last  Saturday. — 
So,  then,  the  great  work  is  accomplished,  and  now 
Baltimore  has  a  railroad  communication  with  Cin- 
cinnati, Louisville,  Columbus,  Cleveland,  ludiaua- 
polis,  Chicago  and  Alton. 

The  running  of  trains  over  tbe  Central  Ohio 
road  will  commence  to-day,  and  on  Wendncsday 
fortnight  (November  15,)  it  will  be  foimaily  open- 
ed by  a  grand  excursion,  in  which  will  be  repre- 
sented all  the  great  cities  of  the  East  and  tbe 
West.  The  invited  guests  from  the  cities  East  of 
Baltimore,  will  raacb  here  on  Monday,  the  13th, 
and  will  take  a  special  train  over  the  Baltimore 
and  Ohio  Railroad  with  the  guests  from  Baltimore, 
to  Wheeling,  where  they  will  arrive  enriy  on  the 
16th.  They  will  then  go  on  to  Zancsville,  to  Co- 
lumbus, to  Cincinnati,  and  if  they  desire,  to  In- 
dianapolis, and  other  cities.  There  will  be  ao 
entertainment  at  Zanesville  and  Columbus,  (or 
which  the  most  bounteous  arrangements  hava 
been  made. 

The  completion  of  the  Central  Ohio  Railroad 
COltfmnni»tt'»  onts  of  tbo  freai  desifrnt  for  which 
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the  Baltimoro  and  Ohio  Railroad  was  made.  It 
opens  a  direct  railroad  liac  from  Baltimore  to  the 
interior  of  Ohio,  where  it  unites  with  thousands  of 
miles  of  rrilroads  already  completed,  thus  con- 
necting it  with  ail  the  important  cities  and  towns 
of  Ohio,  Indiana,  Illinois  and  Michigan,  and  opens 
the  most  direct,  and  of  consequence  the  most  fa- 
vorable route,  between  all  the  Eastern  Atlantic 
cities  and  the  great  West ! 

The  result  of  the  completion  of  the  Central  Ohio 
Railroad  will  soon  show  itself  in  the  increased 
travel  over  the  Baltimore  and  Ohio  Railroad,  and 
thus  open  to  our  markets  new  trade,  and  secure 
to  Baltimoro  the  great  advantages  which  her  pos- 
ition gives  her  as  the  commercial  city  for  the  great 
West — advantages  with  which  the  West  sympa- 
thises, and  in  which  it  will  fully  share. — Patriot 


Slaking  Fund8--9fa«on  Company  Railroad 
Bonds. 

The  county  of  Mason,  in  the  state  of  Keutuckv, 
having  issued  to  the  Maysville  and  Lexington  rail- 
road company  8200,000  of  their  six  per  cent, 
bonds,  redeemable  in  thirty  years,  has  recently, 
by  virtue,  of  a  special  law  of  the  state,  made  a 
levy  of  five  cents  on  the  hundred  dollars,  to  be  ap- 
plied exclusively  as  a  sinking  fand  for  the  liqui- 
dation of  these  bonds,  a  levy  having  been  origi- 
nally authorized  and  made,  and  collected  for  the 
interest  thereof.  This  tax  for  the  sinking  fund 
will  yield  from  six  to  eight  thousand  dollars  per 
annum,  and  be  ample  to  cancel  th^  entire  debt. 
In  the  West  much  attention  has  of  late  been  given 
to  the  creation  of  similar  sinking  funds,  to  meet 
at  maturity  the  debts  of  cities,  counties  and  rail- 
roads. 


Erie  Railroads 

There  have  been  some  remarks  made  upon  the 
discrepancy  bot-.veen  the  statements  of  the  receipts 
of  the  £ric  Road  as  stated  in  the  Committee's 
Report,  and  as  given  in  the  proposals  for  the  loan. 
This  discrepancy  was  occasioned  by  the  omission 
in  the  committee's  report  to  include  the  several 
items  of  miscellaneous  receipts.  The  correct  state- 
ment is  as  follows : 

EARNINGS  or  THB  NEW   YORK  AND  ERIE  RAILROAD. 

From  18.51'52.         1852'63,       1863'54. 

Passengers..'.  ..81,286,732  Sl,601,209  Sl.761,791 
Freight 1,761,017     2,637,214     3,370,876 


Total $3,047,74!)  Sl,138,423  $5,122,666 


Storage . 

Telegraph 

Rents 

Mails 

Miscellaneous . 
Ferry 


1,478 

14,809 

84,796 

47,472 

122,419 


3,468 

243 

17,191 

110,708 

48,936 


3,854 

226 

15,696 

116,628 

82,291 


Totals $3,318,725  $4,318,962  $5,341,363 

1  he  earnings  of  the  Hudson  River  Ferry,  New 
York  to  Piermont,  for  the  years  ending  Sept.  30, 
1853  and  1854.  are  included  in  the  freight  and 
passenger  earnings. 

The  month  of  September,  1864,  is  partially  es- 
timated, but  the  figures  will  not  vary  materially 
from  the  amount  estimated. 


Baltimore  and  Ohio  Railroad. 

The  Stockholders  of  the  Baltimore  and  Ohio 
Railroad  Company  met  in  Baltimore,  on  Monday 
the  23d  ull.  The  following  Directors  were  ap- 
pointed, five  of  them  being  old  members :  John 
Hopkins,  Columbus  O'Donnell,  Chauncy  Brooks, 
Benjamin  Deford,  Edward  Patterson,  Andrew 
Gregg,  Wm.  A  Hack,  Win.  Lamping,  Marcus  Deni- 
son,  Francis  Burns,  Wesley  Starr,  and  Nathan  Ty- 
son. For  the  year  ending  Sept.  30,  1854  the  re- 
ceipts of  the  Road  have  been  $3,648,108,  67  Irom 
the  main  stem ;  and  $370,332  37  from  Washing- 
ton br.anch,  which  compared  with  last  year  shows 
an  increase  of  $1,634,282  17  on  the  main  stem, 
but  a  falling  ofl"  of  $20,608  17  on  the  Washington 
branch,  which  was  caused  entirely  from  the  cir- 
cumstance, that  in  March  of  1863,  the  President 
was  inaugurated,  which  drew  large  crowds  to 
Washington,  the  rec«ipts  in  that  moth  amounting 


to  $54,163  02— being  nearly   $22,000   over  the 
March  of  1864. 

The  aggregate  receipts  of  the  company  for  the 
past  year,  exceed  four  millions  of  dollars. 


IVeatcm  and  Atlantic  Railroad. 

The  earnings  of  this  Road,  for  the  year  which 

expired  on  the  30th  ult.,  are 

From  freights $395,966  31 

"      Passengers 169,336  10 

"     Mail 13,983  20 

"     Sales  and  Materials 11,880  17 


Amounting  to 691,164  78 

The  expenses  of  working  

and     maintaining    the  ■     / .' 

Road  for  same  period, 

are $259,465  64 

Less  various  credits 6,423  76 

263,031  78 

Net  earnings $338,123  00 

The  amount  paid  for  ma-  ,    ,     .    . 

chiuery,  cars  and  con-  '        ^'         »" 

struction  is $324,642  34         •  ' S  ' 

Less  credit 37  10 

—  324,605  24 

An  exhibit  in  details,  showing  the  objects  of 

these  expenditures,    classed    under    appropriate 

heads  will  be  found  in  Table  A. 

The  gross  earnings,  year  ending  Sept. 

30,1853 $478,876  06 

Same  time  for  1854 691,164  78 


per  cent.  The  company  have  on  hand  and  unsold 
$190,000  of  bonds,  authorized  to  be  issued  in  Jan- 
uary, 1863,  for  improvements,  other  than  the 
bridge  and  double  track,  also  $360,000  of  other 
assets. 


Kennebec  and  Portland  Railroad. 

At  the  late  annual  meeting  of  this  company,  the 
following  gentlemen  were  chosen  directors  for  the 
current  year : 

Ruel  Wi'liams,  Geo.  F.  Patten.  J.  D.  Lang,  Jos. 
McKeen,  M.  S.  Hagar,  W.  D.  Sewall,  F.  T.  Lally, 
B.  A.  G,  Fuller.  ..   ,  ,  .       ,»,,., 


Indianapolis  and  Cincinnati  Railroad*  „ 

At  the  late  election  of  directors  of  the  company , 
the  following  g  ntlemen  were  elected ;     Thomas 

A.  Morris,  Harvey  Bates,  James  M.  Ray,  Indian- 
apolis; C.  Worthington,  P.  Outcalt,  Cincinnati;  L. 

B.  Lewis,  H.  K.  Hobbs,  Lawrenceburgb ;  Joseph 
Q.  Monfort,  A.  R.  Forsyth,  Greensburgh. 


Increase  earnings 112,278  72 


The  expenditures  for  the  year  ending 

Sept.  80th,  1863 $701,177  06 

Same  time  for  1854 677,637  02 


Decreased  expenditures $123,640  03 

Independeuce  Raliroadi    Va. 

This  is  a  line  of  road  intended  to  connect  Cin- 
cinnati directly  with  Baltimore,  via  Marietta,  the 
North-western  Virginia,  and  the  Baltimore  and 
Ohio  Railroads.  The  western  terminus  is  fixed 
by  the  charter  at  Williamstown,  Virginia,  on  the 
Ohio  river,  directly  opposite  Marietta ;  th*  eastern 
terminus  was  not  defined,  except  that  it  should  be 
some  point  upon  the  North  Western  Road.  The 
point  selected  as  the  Eastern  terminus,  is  known 
as  Williamson's.  28  miles  from  Marietta,  and  39 
from  Parkersburg ;  making  the  total  distance  'rom 
Cincinnati  to  Baltimore,  over  this  line  656  miles, 
being  7  miles  less  than  via  Belpre  and  the  Par- 
kersburg road ;  and  84  less  than  by  way  of  the 
Central  Ohio  road  and  Wheeling. 


Notice  to  Contractors. 

PROPOSALS  are  requested  until  the  fifteenth 
of  No\ember  next,  for  the  graduation  and 
masonry  of  twenty  miles  of  the  Third  Division  of 
the  Pacific  Railroad  of  Missouri,  extending  from 
Gray's  creek,  near  Jefferson  City,  to  the  summit 
of  the  country  westward.  The  work  is  divided  in- 
to sections.  Payments  will  be  ninety  per  cent,  in 
cash  and  10  per  cent,  in  bonds. 

A  profile  of  the  work  and  the  quantities  can  be 
seen  at  the  Resident  Engineer's  office,  Jefferson 
City,  or  at  the  office  of  Kirk  wood,  Porter  &  Co., 
at  the  same  place,  where  further  information  can 
be  obtained  of  Mr,  Porter.  The  line  is  ready  for 
examination  and  the  work  can  be  commenced 
forthwith. 

Proposals  will  also  be  taken,  any  time  during 
the  next  six  weeks,  for  fifty  miles  or  more  of  the 
work  beyond  the  above  mentioned  twenty  miles, 
subject,  however,  to  the  directions  of  the  Railroad 
Company  as  to  iho  time  of  commencement  of  this 
last  mentioned  work. 

Information  as  to  the  general  character  of  the 
work  can  be  obtained  at  the  Engineer's  oflSce  of 
the  Pacific  Railroad  Company,  St.  Louis. 

KIRKWOOD,  PORTER  &  CO. 

Jefferson  City,  24th  Oct..  1864  44.  2t. 


Property 


Cincinnati  and  Ciilcaffo  Railroad  Company 

An  election  of  directors  for  the  Ohio  division  of 
this  company  was  held  in  this  city  on  Monday  the 
9th  lost.,  when  the  following  board  was  elected  : 
C.  B.  Smith,  Samuel  L'Uommedieu.  R.  M.  Cor- 
wine,  Thomson  Neave,  S.  B.  W.  McLean,  Cincin- 
nati; M.  G.  Bright,  Madison,  Indiana;  James 
Sample,  Butler  County,  Ohio  ;  Sam'l  Martin,  Is- 
aac Bates,  Hamilton  county,  Ohio.  The  Board 
was  organized  on  the  same  day  by  the  election  of 
C.  B.  Smith,  President;  Stanhope  S.  Rowe,  Sec- 
retary. 


Phlladelplila,   'Wilmington    and  Baltimore. 
Railroad  Companjr. 

The  Philadelphia,  Wilmington  and  Baltimore 
Railroad  have  postponed  their  dividend  to  January 
in  consequence  of  having  expended  their  earnings 
in  improvements.  They  do  this  in  preference  to 
selling  their  assets,  such  as  bonds,  real  estate, 
steamboats,  stock,  etc.,  at  depressed  prices.  The 
net  earnings  for  the  six  months  ending.Augnst  31, 
1864,  have  been,  after  deducting  the  usual  appro- 
priation to  renewal  fund  of  $30,000,  •  little  over  3 


Iron    Uollingr    Mill 
for  Sale. 

The  particular  attention  of  capitalists  desiring 
to  enter  AT  ONCE  (WITHOUT  THE  DE- 
LAY of  putting  up  new  works,)  into  the  manufac- 
turing of  Iron,  is  called  to  the  following : 

The  mill  is  situated  UPON  TIDE  WATER  (and 
ACCESSIBLE  at  ALL  SEASONS  of  the  year  for 
shipments)  between  New  York  and  Philadelphia 
— Coal  can  be  had  at  the  very  lowest  rates — and 
in  point  of  convenience  and  situation  is  perhaps 
SECOND  to  NONE  IN  THE  COUNTRY.  In  AD- 
DITION to  its  PRESENT  adapUtion  to  the  manu- 
facture of  MERCHANT  AND  BOILER  IRON,  it 
has  machinery  in  operation  for  making  WROUGHT 
IRON  RAILROAD  CHAINS  AND  SPIKES,  and 
could  readily  be  prepared  for  MAKING  RAILS 
together  WITH  ALL  THE  advantages  of  a  first- 
class  establishment.  It  is  well  known  that  in  the 
present  prosperous  condition  of  the  business  THE 
PROPERTY  WILL  PAY  ITSELF  IN  ONE  YEAR 
and  the  reason  of  the  property  being  disposed  of, 
is  that  the  owner  is  engaged  in  a  heavy  business 
in  the  SUte  of  New  York.  A  VERY  LIBERAL 
SPECIAL  charter  may  BE  BOUGHT,  under  which 
the  Mill  can  be  worked,  if  wanted.  It  is  needless 
to  say  more,  as  parties  interested  can  obtain  all 
information  by  applying  to 

J.  WOOD  &  SON,       .^, 
76  South  4th  street,  Philadelphia. 

P.  S. — A  portion  of  the  purchase  money  may 
remain  on  the  property,  or  otherwise.       44.  4t. 
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New  Woi-k  on  iiiiigineering^ 
1>  rawing^. 

jeHN  WILEY,  167  Broadway,  New  York, 

has  now  ready : 

A  MANUAL  of  TOPOGRAPHICAL  DRAWING, 
by  Lieut.  R.  S.  Smith,  U.  S.  Army,  Assistant 
Professor  of  Drawing  in  the  U.  S.  Military  Acade- 
my, West  Point. 

Illustrated  with  numerous  colored  plans  and 
drawings,  1  vol.  8vo.   Price  81'50. 

*^*  Mailed  to  any  part  of  the  United  States, 
free,  on  receipt  of  the  price  of  the  book. 

"The  great  activity  which  prevails  in  regard  to 
interna]  improvements,  is  constantly  calling  into 
the  field  numbers  of  young  engineers,  and  already 
many  instructive  works  have  been  addressed  to 
them  on  almost  every  detail  connected  with  their 
profession,  except  map-making. 

The  design  of  this  manual  is,  to  be  a  practical 
assistant  and  office  companion,  to  be  consulted  on 
all  matters,  connected  with  Topographical  Draw- 
ing, from  the  first  sketch  of  a  preliminary  surrey, 
to  the  complete  map." — Extract  from  preface. 

*i^*  A  large  assortment  of  Engineering  and 
Mechanical  works  kept  constantly  on  hand,  cata- 
logues of  which  will  be  furnished  gratuitously  on 
application  as  above.  44  2t. 

WANTED— To  take  charge  of  the  sale  or  in- 
troduction of  certain  valuable  PATENTED 
MECHANICAL  INVENTIONS,  a  person  who  can 
famish  satisfactory  evidence  of  character  and 
ability,  for  such  business. — Address,  stating  views 
as  to  remuneration,  &c.,L.  P.  C,  Post  Office,  New 
York.  44  3t. 


Tbe  Lowell  Machine  Shop 

CONTINUES  to    manufactme  to  order,  FREIGHT    and 
PA88ENGER    LOCOMOTIVES   of  different  classes, 
with  tbe  most  modem  improvemeots, — 

also  MACHIKISTS'  TOOLS, 
eepeciall}'  adapted  to  Uailroad  Repair  Stiopa,  aud  to  the  coo- 
stniction  of  machinery  generally.  These  Tools  are  of  tlie  most 
approved  c instruction  and  consist  in  part  of  Engine  Lathes, 
Hand  Lathes,  Vertical  DrilUng  Lathes,  and  Plaoerii  of  yarious 
sizes  and  lentflhs,  Compound  Planers,  Shaping  Machines,  i)k>^ 
ting  Macijined,  Bolt  and  Nut  Machines,  Gear  Cutting  Engines, 
Chuck!',  Compound  .Slide  Rests,  Machines  for  boring  Crank 
Pin  Holes  in  Locomotive  driving  wheels.  Trip  hammers,  ice.,  *c. 
COTTON  MA.CU1NERY  of  all  descriptions,  BOlLKRd, 
SUAPTING  and  MTLL  WORK,  CASTINGS,  and  aU  work 
Usually  done  In  Machine  Shops  and  Foundries. 

WILLIAM  A.  BUKKE,  Sup-t,  Lowell.  Mass. 

J.  T.  STEVEN'aOX,  Treasurer,  5  Tremout  st  Boetoa 


NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— The  Committee  appointed  to  report  in  re- 
gard to  the  financial  afi'airs  of  tbe  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  opened  on  the  10th  of  January  next,  for 
the  purchase  of  $4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  1st  February  and  1st  Atignst. 

And  that  for  the  purpose  oJ  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  commeDcing  on  tbe  lat  of  March 
next,  tbe  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  aud  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  Ne;?  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  as  can  be  pur- 
chased at  the  lowest  rate. 

Aud  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  canceled  by  writing  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  the  New 


York  and  Erie  Railroad  Company,  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bot;ds  hito  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  $20,000,000.  After  which 
the  said  monthly  payments  shall,  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  further  recomm«nd 
that  the  Board  of  Directors  adopt  the  following  re- 
solutions : 

Whereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
traffic  on  the  road,  and  the  state  of  the  finances 
of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  tbe  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  Ist  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  tbe  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.) 
'     f     CHARLES  MORAN.      | 

SHEPHERD  KNAPP.    |        Special 
.      ..  WILLIAM  E.  DODGE.    \     Finance 
''v.-   NELSON  ROBINSON,    I   Committee. 
^     "■'  GEORGE  F.  TALMaN.  J 

New  York,  Oct.,  21,1864. 

Sealed  proposals  will  be  received  at  the  office 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1855,  for  the  purchase  of  $^,000,000  of 
the  bonds  of  tbe  Company,  bearing  7  per  cent?,  in- 
terest payable  semi-annually  on  the  1st  day  oi 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
thu  hands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  tbe  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
•JOMPANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trusteess  shall  invest  the  said 
monthly  payment*  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low- 
est  rates.  And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be  cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  but  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  as  they  become 
due,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  $20,- 
000,000.    After  which  tbe  said  monthly  payments 


.shall  cease,  and  the  tru.st  vested  iu  sucli  Trubiees 
be  clo.<«ed,  aud  all  cancelled  bonds  and  the  unpaid 
interest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  successful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  ;  20  per  cent,  on  the  20th  of 
January  ;  30  per  cent.  Ist  February  ;  20  pf  r  cent. 
15ih  February,  and  tbo  balance  on  the  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  will  b«  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  oflering  the  present 
loan  to  the  public  beg  leave  to  btate  that  it  will 
he  amply  sufficient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  aud  the  en- 
tire present  fionting  debt  of  the  Company ,  as  well 
as  to  comjilete  all  tbe  unfinished  work  now  under 
way. 

By  a  resolution  of  the  Board  of  Directors,  all 
future  outlays  of  every  kind  beyond  the  proceeds 
of  the  present  loan,  will  be  charged  to  expense 
account,  and  paid  from  the  income  of  the  Com- 
pany, after  payment  of  the  interest  on  the  funded 
debt,  and  the  monthly  payment  tqi,  tbe  Sinking 
Fund. 

After  the  negotiation  of  the  present  loan  mod 
the  redemption  of  the  Income  Bonds,  llie  [tooition 
of  the  Company  will  be — 

Stock «10,024,000 

Bonds  of  1867,  First  Mortgage 3,000,000 

Bonds  of  1859,  Second  MartgHge 4,000,000 

Bonds  of  1883,  Third  Mortgage 6,090,000 

Bonds  of  1862,  Convertible 3,500,000 

Bonds  of  1871,  ConverUble 4,351,000 

Bonds  of  1875,  present  loan i .      4,000,000 

ToUl $24,875,000 

In  tbe  opinion  of  the  Directors  it  is  perfectly 
safe  to  estimate  tbe  gross  earnings  of  the  Road, 
for  the  coming  year,  at  $6,000,000,  from  which 
must  be  deducted  ; 

Expenses  55  per  cent $3,300,000    •  - 

Seven  per  cent,  on  debt  $24,- 

851,000 1,739,570 

Sinking  Fund 420,000 

$5,459,670 

Net  revenue  equal  to  over  6  per  cent. 

on  stock  applicable  to  cash  dividends 

aud  contingencies 640,430 

Tbe  Directors  of  the  Company  are  confident  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  operation  to 
Dunkirk,  have  been  for  pas'gers  and  freight  alone— 

1851  to  1852$8,047,748  increase. 

1852  to  1853  4,138,424  $1,090,676,  say  35}  i)crct. 

1853  to  1851  5,122,606       931,242,  say  23|  perct. 
The  business  of  the  road  depending  mainly  on 

the  local  traffic,  must  inevitably  increase  in  tbe 
same  ratio  as  the  population  of  the  Coaoties 
through  which  it  passes.  In  the  opinion  of  tbe 
Supenntendcut,  Mr.  McCollum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  tbe  future  increase  in  the 
receipts  be  estimated  at  only  15  per  cent,  per  an- 
num, which  is  not  much  over  one-half  of  the  av- 
erage increase  of  the  past  the  above  utmost  capa> 
city  of  the  road  will  be  tested  in  1858. 

As  to  the  running  expenses,  as  they  were  only 
53i  per  cent,  in  1853  and  1854,  there  is  every  pr«- 
bability  that  with  rigid  economy  and  an  increaik 
in  the  traffic,  they  can  be  reduced  to  50  per  ceni ., 
but  they  have  been  estimated  at  55  per  cent.,  Jo 
as  to  leave  ample  margin  for  cont>ng<>rcies. 

The  etr.-ct  of  tbe  monthly  purchases  by  the 
Trustees,  of  the  Bonds  of  the  present  issue  on 
their  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  tho  original  purchasers  a  cer- 
tain profit  within  a  moderate  time ;  for  wbibit  the 
amount  oatsunding  wiil  d«.'crease  each  month,  the 
absorption  by  the  Sinking  Fund  will  constantly  in- 
crease by  the  accruing  interest  on  the  Bonds  in 
the  hands  of  tbe  Trustess.    la  8}  years  the  Sink- 
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ing  Fund  will  absorb  S4,768,063,  estimatiug  hII 
the  purchjiSL-8  of  bonds  by  the  BiDkiiig  Fund  to  be 
made  al  par.  That  the  Company  will  be  id  a  con- 
ditiou  to  make  promptly  the  monthly  payments 
to  the  Sinking  Fund,  no  one  at  all  acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.  All  the  past  difiicuUien  of  the  Company 
have  arisen  from  the  necessity  of  contracting  for 
expenditures,  before  securing  the  requisite  funds 
to  meet  them.  This  is  now  entirely  at  an  end, 
whilst  the  daily  increasing  revenue  of  the  Com- 
pany must  inevitably  increase  the  market  value  of 
ius  Bonds,  as  well  as  of  its  Stock,  the  latter  of 
which  will  no  doubt  ere  long  take  rank  among  our 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "  Proposals  for 
New  York  and  Erie  Railroad  Loan,"  and  addres- 
sed to  DANIEL  DREW,  Treasurer,  Erie- place. 
HOMER  RAMSDELL,  President. 

Nathaniel  Marsh,  Secretary. 

New  York,  Oct.  23,  1854. 


JMew  York  and  £rie  R.  R. 

On  and  after  Wednesday,  Sept.  20th,  and  until  ftirtlicr  notice 
-*»•  PASSEXGER  TRAINS 

jBy^^L  will  leave  Piur  foot  of  Duanc  street, 
jl^Hlft  as  follows,  viz  : — 

BcFFALo  ExpBBSs,  at  6  a.in.  fbr  Buflalo. 

Ul'.iKiBK  KzPREtiS,  at  6  a.in.  for  I>uukirk. 

Mail,  at  >i\  a.m.  for  Dunkirk  and  Bullklo,  and  intermediate 
stations. 

RooKLASD  PAS3BSOEB,at3)i  p.m ,  (from  foot  ofChambars 
Street)  >  ia  Piermont,  for  Sufleni  and  Intermediate  statioua. 

Wav  Passenger,  at  4  p.m.,  for  OtisviUe,  and  Intermediate 
stations. 

NiOHT  Express,  at  0)i  p.m.  for  Ouokiilc  and  Buffalo. 

KuiGRA.NT,  utO  p  ni.,  for  Dunkirk  and  Buffalo  and  intermedi- 
ate stations. 

On  Sundays  only  one  Kxpre.ssTrain— at  S.Si  p.m. 

Tlieso  Express  Trains  connect  at  Buffiilo  with  flrvt-cbai 
splendid  Steamers  on  I^ako  Erie  for  all  ports  on  tbe  Lake  ; 
Biid  at  Dunkirk  with  tbe  Lake  Shore  Railroad  Ibr  Cleveland, 
Cincinnati,  Toledo,  Detroit,  Chicago,  etc 

D.  C.  McCALLUM,  General  Sup't. 


For  Sale. 

A  STATIONARY  Engine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  resiKJCts  and  Anished  in  the  best  manner.  Has 
been  in  use  about  six  month'*. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Patersoo,  New  Jersey, 
jul.l4  29  tf  J  or  74  Broadway,  New  York. 

Rensselaer  Polyteclinlc  In- 
stitute. 

DESIGNED  fort  ho  education  of  Abchiibcts  and  Civil 
Engineers,— including      ailway,  Hydraulic,  Topographi- 
cal, and  Miiiiii}^  Engineers. 

For  copieu  of  tbe  Annual  Register,  giving  full  information 
respecting  the  Institute,  apply  to 

K.  FRANKLIN  GREENE,  Dirtctor,  R.  P.  I. 
32  3m  Troy,  New  York. 


Li o well  3laelilne  Works. 

AIDRICH  &  CALVERT  (late  Aldrich,  Trso  *c  Co.) 
maautacturo  and  nimisb  to  order,  at  short  notice. 

Machinists'  Tools 

of  various  description  and  with  th-t  latest  improvements ;  as 
engine  UUhet,  with  swing  Id,  20,  24,  28,  30,  36,  48  inches,  up  to 
7>t  feet,  ujud  txxl  made  to  turn  any  desirable  lengtn  ',  planing 
vuwhines,  to  plane  3X,  6,  8,  10,  12, 18,  20,  22  feet  long,  and  IS, 
24,  28,  30,  40,  48,  60  inches  square  ;  alw)  hajui  lathes,  compound 
planers,  slotting  and  shaping  machine*,  vertical  drills,  bolt 
cutters,  and  many  oUier  tools  used  in  railroad,  repair  and  ma- 
ctuue  sbups. 
^J^whL,  Mass.,  Jan'y  1, 1853^^ 41.1y 

THUS.  M.  CA8M, 

PHILADELPHIA  RAILWAY  AGENCY, 

FOR  THE  PURCHASE  OP  ALL  ARTICLES 
required  by 

RAIL.ROAl>  COMPANIES 

ON  COMMISSION. 
OfSce  No.  80  South  Fourth  Street,  near  "Walnut, 

PH1L.AD£L.PHIA. 

■    >■  ^    '•  ;■'  \' 

REFERENCES. 

RiCBABD  NoBRis  &  Son,  Locomotive  Builders,  Philadelphia. 
"Wli.D.  L«wis,E-iq.,Pr«3'tCatawissaR.R  Co  ,  „ 

Charles  U.  Fisher,  Esq.,  „ 

JodN  Caldwell, Esq., Pres'tS.CaroFaR.R. Co.,  Charlmton. 
J.PiNCCNErUECGKB,Esq.,Piea'tN.Eaat'nR.R.Co..  „ 


A.  B,  Warford, 

Cbiaf  £ngineer,Susquehanna  Railroad,  Harriiburg^  Pa. 


Buffalo  Machinery  liepot. 

BUFFALO,  N.  Y. 
H.  C.  BROWN,  Sup't.         J.  W.  HOOKER,  Prvpriclor. 

I  AM  pre(>ared  to  turnisli  and  will  keep  coostanJ}  oo  band 
from  the  best  muiiuflicturcrs  a  full  stock  of  Machinists' 
Tools  for  railroa^l  and  oibor  shops  ;  such  as  Engine  and  Uand 
Lathes,  Large  Driver  Luthes,  Car  Wheel  Boring  Mills,  Power 
and  Hand  Planers,  Drill  Prcss^  I'utwhand  !:jhear8,Axle  Lathes, 
I'ower  Wheel  I'resses,  Bolt  Cutters,  Ac. 

J.  W.  HOOKER,  Buffalo,  X.  Y. 
Fire  !  Fire  !  Fire  .' 
Preserve  your  books  in  one  of  Durjce  dc Forsyth's  celebrated 
Ftre  King  saft-s.     They  are  pei  fecUy  secure  and  excel  in  finish. 
J.  W.  HOOKER,  Age7it,  Buffalo. 
Railroad  Track,  Suspension  and  Dt'poi  Scales,  Domiunt,  and 
Portable  Warehouse  Bcaleo,  Trucks,  Baggage  Barrows,  and 
Mauilest  Presses. 

Buffalo  Machinery  De/mt, 
Central  Agency Jor  Rochester  Scale  Works. 
H.  C.  BROWN,  Sup't.  J.  W.  HOOKER 

Port  Morris  Manuractoi*y. 

WESTCHESTER  COUNTY,  N.Y., 

ARE  prepared  to  execute  orders  tot  all  kinds  railroad  work 
and   have  on  hand  the  approved    Railroad   Box  w  ith  tbe 
ruised  Journal ;  also  Cur  Couplings  (Lewis'  Patent)  and  Uutcbet 
Wrenches  from  |6  to  |10  each. 
All  orders  punctually  attended  to  by  addressing  the  above, 

M.  U.  BAKElt. 
N  B.  Long  Iron  Planing  done  on  reasonable  tenns. 
37  6m.  108  Front  street,  up  stsirs. 

NOTICK. 

THE  Copartnorship  heretofore  existing  between  tlie  under- 
signed, under  tbe  ttnn  of  SuuUi  6l  Tyson,  is  ibis  day  dis- 
solveii  by  mutual  conaeuL  Either  partner  is  authorized  to  set- 
tle the  buaineea  of  tbe  concern. 

J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON, 
So.  25  South  Charlta  si. 
Bailinwrr,  July  Ut,  1854. 

Notice  of  Copartnership. 

THE  undersigned  have  this  day  formed  a  Coparuieruhip 
under  tbe  tirm  of  J.  lIopkiiL<>oa  Sniiili,  in  which  Richard 
W.  Tyson  is  a  sfiecial  jiaiuier,  and  J.  ilopainson  Smith  is  tlie 
general  partner. 

.       J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON. 
Baltimore,  JiUy  Ut,  1864.  33  3m 

Notice  of  Copartnership. 

MR.PETERMARIE,heretotbroofthcfirmofDECUPPET 
Ik.  CO.,  has  tills  day  fonned  a  copartnership  with  Mr. 
KUDOLPII  KANZ,  (for  many  years  wiib  the  banking  bouse 
of  Messrs.  L.  Von  Hottiuau  &.  Ca,)  under  the  firm  of  MARIE 
Ik  KANZ,  at  Na  27  William  EUeet. 

Tlioir  attention  will  bo  devoted  to  the  purchase  and  sale  on 
Commission  oC  .Stocks,  Bonds  and  Foreign  Exchange,  and  to 
the  negotiation  of  Business  Pupcr. 
A«io  York,  Ist  September  1854.  36  8t 


Notice  to  Contractors. 
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Steam  Knglne  and  Blowln§f 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENOINI,  20  inch  cylinder,  and  live  feet  sUx>ke, 
together  with  Blowing  Cylinders,  ttve  feet  diameter,  and 
BIX  Ibet  stroke,  in  perfect  working  order,  for  sala    Apply  to 
K1)W.  Bt.CU  &  KUNUABDT,  62  Beaver  st., 
or,    A.  TOWAK,  Agent  Poughkeejisie  Iron  Works, 
23  tf  Poughkeepele,  N.  V. 


For  Sale. 

BY  tbe  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  railroad  purpose,  which  will  be  sold  at  a  rea- 
sonable pric«.    For  further  iulbmiation,  apply  to 

SAMUEL  J.  UAYE9, 
M.  of  M.,  Baltimore  and  Ohio  k.  B.  Co., 
;  •:  or,  BHIi>OES   *  BKO., 

10  tr  ti4  CuurUaud  St.,  New  York. 


Machinists^  Tools. 
SURIVJBR   &,  BROTHERS, 

Cumberland,  Maryland, 

(on  Baltimore  4"  Ohio  R.  R.,  midway  between  Baltimore  and 
the  Ohio  River) 

MANUFACTURBKd  i)X Engine  Lathes,  PUviing  Mor 
chines,  LtriU  Presses,  Hand  Lathes,  and  other  Machinists' 
Tool*.  These  tools  arc  tuilt  in  a  superior  maruier,  from  the  very 
best  materials,  and  are  particularly  adapteu  for  railroad  shops 
and  all  others  repairing  first  rate  machinery.  Our  location  is 
very  advantageous  for  shipping  work  to  iho  West  or  South. 
Orders  and  communicatious  receive  prompt  attention.  Address 
SHKIVEU  &  BROTUERa,  Futlon  Works, 

Cuniberland,  Maryland. 
August  VitK,  1S54.  32  6m 

Loiv  Moor  iron. 

A  FULL  ASSORTMENT  of  this  superior  brand,  which  for 
strength,  soundness,  and  uniform  quality,  is  confidently  re- 
commended for  all  work  requiring  good  iron,  consisting  of 
Round,  Square,  and  Flat  sizes  of  all  dimensions,  caostautly  la 
store  and   or  salel  D  lots  to  suit  purchasers,  by 

W.    BAILEY    LANQ   it   CO., 
•^•••'1  MCHffttrett 


CuiEr  Engineer  s  Office,         I    , 
Columbus,  Ga.,  Sept.  6th,  1854.  ) 

SEALED  PROPOSALS,  will  be  received  by  the 
undersigned  at  this  office  until  the  1st  day  of 
December,  for  the  clearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. — 
The  work  will  generally  be  divided  into  ono  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  sections.  Separate  proposals  are  desired 
for  the  Track  Laying,  building  of  Brrdgess  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  6)^  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps  ;  the 
Trestle  will  be  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Truss  Pivot  draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Pro|>osals,  may  be  had  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  tho  Tensas  River;  from  Mobile  to  the 
river  (18.5  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year  ;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  eitheir  side  with  provision. 

Payments  will  be  made  one  third  ()^)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  beariyg  (K)8)  per  cent,  interest  payable 
in  Stock,  until  tbe  Road  is  completed,  then  to 
cease  and  become  common  stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; the  balance  (3^)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  at  tho  option  of  tho 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Qa.,  Mobile,  Ala.,  or  in  N.  if.,  at 
the  option  of  the  holder. 

To  bidders  personally  nnkuown  to  the  nndei- 
sigoed.  Bond  and  approved  security  will  be  re- 
quired, to  an  amount  not  exceeding  (3^)  tbe 
amount  of  the  contract,  for  the  timely  and  faith- 
ful completion  of  the  same. 

22^  miles  of  the  Road  from  Girard  west  will 
be  open  for  business  the  first  of  November,  and 
52  miles  nine  mouths  thereafter.  It  is  the  inten- 
tion to  have  the  entire  line  of  245  miles  open  for 
business  early  in  1858. 

8t.37.  GEO.  S.  RUNEY. 

New  York  LiOcomotlTe  \lr'  orks, 

JERSEY  CITY. 

THIS  COMPANY  are  prepared  to  execute  with  despatch, 
orders  for  Locomotive  Engines,  Tenders,  and  RtUlroad 
Machiner>'  generally,  embracing  the  lutest  improvements. 

The  works  txiing  located  near  the  water,  and  in  tho  im- 
mediate vicinity  of  the  New  Jersey  and  Erie  Railroads  offers 
great  conveniences  for  shippmg. 

BKEESE,  KNEELAND  &  CO., 

Proprietors,  <V 

38  Eschabge  Place. 
E.  P.  GOULD,  Superintendent, 

late  Master  Macbinist  on  Hodsoo  River  R.  R.  [40.  tf. 


F\(\f\  TONS  No.  1  Glei«sniock  Scotch  Pig  Iron  in  k>ts  to 
*J\J\J  suit  purchasers  for  sak:  by 

NAYLOR  &  CO.,        '"• 
99  and  101  John  St. 
N,  B.— The  above  Iron  cooatantly  imported-  82  tt 

EW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.  In  pursuance  of  a  resolution 
of  the  Contracting  Board,  notice  is  hereby  given, 
that  sealed  proposals  will  be  received  by  the  un- 
dersigned for  the  construction  and  completion  of 
the  work  upon  the  several  Canals  of  this  State, 
described  in  tbe  following  tabular  statement  »t 
tbe  tlmei  and  places  therein  mentioned : — 


"J-^Z  ?,"'■:•='•;•? 


■TT^i  ■ 


^tv^-^.: 


i:^.f- 
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1856. 
1857. 


l&tJaly,   1856. 


..1st  July,  1855. 


*«NLABOEMENT  OF  ERIE  CANAL— EASTERN 
DIVISION. 

Scaled  proposals  will  be  received  at  the  En- 
gioeer's  Office  in  the  city  of  Utica,  until  Monday, 
the  9th  day  of  October  next,  at  10  o'clock,  a.  m., 
tor  the  following  described  work : — 

Amount  ot 
Description  of  Work.      Penalty  in         Time  of 

Bond.         Completion. 

r'  action  No.  16 $7,600 ....  1st  April,  1866. 

,,         o6 3,300..,.  „ 

37 5,200 

57 7,000....  „     1867. 

;    «t. ,  „         58 9,500.. 

'    „         59 6,000.. 

CO 6,000.. 

61 6,000.. 

.-  •    „  62 12,400.. 

75 5,100.. 

"->    „         78 5,800.. 

,       „        131 5.300.. 

-■    „       132 5,800.. 

133 6,000.. 

Lock  No.   34 5,600.. 

38 6,000.. 

40 6,200....        ;; 

42 6  200 .... 

'  Waste' Weir  on  Sec.  120.  1,200...*.  1st  April,  1855. 
Bridge    Abutments    on      '  '•  ' 

Sections  15,   IC  and 

,      17 2,500 

Bridge    Abutments    on  ,  ..   ,  .. 

Section.s  36  and  37.. .   1,300....  „ 

Bridge    Abutments    on       -v.  - 

Sections  57,   58   and 

59  and  Main  street  *  t..    ^ 

Bridge  at Faltonville.  3,000.. 4.  „     1865. 

Britlge    Abutments    on  *•  ■■". 

Sections  60,    61   and  );>       ^-  j* 

62 2,000....         -.~,. 

Bridge    Abutments    on 

Sections  75  and 78. . .   1,500....  „     1855. 

Bridge    Abutments    on 

Sections  111,  116.  121 

and  122 2,000.... 

Bridge    Abutments    on  ,   ,  ■ 

Sections  132  and  133.  900.;,i  :  „  1866. 
Culverts  on  Sections  59  '•:  '       '■' 

and  60 1,200..,.  „ 

Culverts  on  Section  76.      600 ....  Ist  April,  1866. 
Culvert  at  Van  Vran- 

ken's  OD  Section  18. .  300 ....  Ist  July,  1855. 
Culverts  on  Sections  112 

and  121 1,100....  l-st  April,  1856. 

Culverts     on    Sections 

131,132  and  133....  1,200....  1st  July,  1856. 
Completion  of  Phillips' 

Aqueduct l,300.,..lst  April,  1855. 

BLACK  RIVER  CANAL. 
Sealed  proposals  will  be  received   at  the  En- 
gineer's Office  at  Lyons  Falls  until  Thursday,  the 
12th  day  of  October  next,  at  10  o'clock  a.  m.,  for 
the  following  described  work  : — 

Reservoir  at  Wood  Hull 

Lake 83,700 ....  1st  Oct.,  1855 

Rcserv'r  at  N'rth  Br'nch  ^  ,^^^.r  >;  •;  ^ 

Lake 5,500,;..  „ 

11   Lock   Houses  from 

Boonvllle    to    Lyons 

Falls 1,000....      ^       „ 

Sluices    around    Locks 

No's.  84  to  69  inclus .   2,900 


1st  Aug. 


1855. 


MIDDLE  DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse  until  Satur- 
day, the  14th  day  of  October  next  at  10  o'clock 
in  the  forenoon  for  the  following  described 
work : — 

Section  No.l95 i6,400 . 

196 4,800. 

197 7,200..  . 

Centre  Port  Aqueduct..  8,400.... 
Port  Byron       do.         .   7,000.... 

OSWEGO  CANAL. 


..Ist  April,  1867. 


II 
II 


gineer's  Office  in  the  village  of  Fulton  until  Mon- 
day, the  16th  day  of  October  next,  at  10  o'clock 
A.M.,  for  the  following  described  work: — 

Section  No.  3  below  Sa- 

lina $4,000....  Ap'115th,1857. 

Section  No.  4  below  8a- 

lina 7,400.,,, 

Part  of  Sections  14  and 

15,  Gascon  Rapids..  .12,700.,..  „ 

Part  of  Sections  16  and 

17,  above  Phoenix 6,400 . . .."  ■■:        „ 

Part  of  Sections  17  and  ^| 

18,  above  Phoenix  .. .   7,700 ,, 

Part  of  Sections  22  and 

23,  Morseman  level . .    6,500 „ 

Section  27  at  Fulton...   6,000.... 

CAYUGA  AND  SENECA  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Seneca  Falls  until 
Tuesday,  the  17th  day  of  October  next,  at  10  o'- 
clock A.M.,  for  the  following  deacribed  work ; — 

Section  No.  9 $7,200 ....  Ist  April,  1856. 

„         10 8,500.....  „ 

Dam  and  Guard  Gate  on 

Section  10 5,000....  „ 

Culverts  on  Sections  1 

to  5  inclusive 2,200 . ...  „ 

Road  and  Farm  Bridge    .^  :;;.,:,    ).  -     - 

Abutments    on    Sec-  '    '    '   ,. 

tions  1,  4  and  10 2,300 . . .;-  ;        „ 

ENLARGEMENT    OF    ERIE    CANAL— WEST- 
ERN DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion  until  Wed- 
nesday, the  18th  day  of  October  next,  at  10  o'clock 
A.M.  for  the  following  described  work,  between 
Lockport  and  Rochester: — 

Section  276,  with  penalty  in  bond  of 
277, 


278, 
279, 
280, 
281, 
282, 
283, 
316, 
317, 
318, 
319, 
320, 
322, 
323, 
324, 
326, 
326, 
327, 
328, 
329, 
330, 
331, 
332, 
333, 
334, 
335, 
336, 


$9,000. 
.  6,700. 
.  7,000. 
.  7,600. 
.  8,400. 
.  9,200. 
.  5,700. 
.  4,100. 
.  6,600. 
,  6,500. 
.  9,400. 
.  9,300. 
.  9,200. 
.  10,100. 
.  8,000. 
.  7,700. 
.  7,100. 
.  9,400. 
.  7,600. 
.  8,800. 
.  9,700. 
.  13,000. 
.  8,500. 
.  8,600. 
.  12,200. 
,  13,000. 
.  8,000. 
6,000. 


Bridge  Abutments  on  Sections  276  to  283, 
inclusive 3,600. 

Bridge  Abutments  od  Sections  816  to  329, 
inclusive 7,300. 

Bridge  Abutments  on  Sections  330  to  336, 

inclusive 5,400. 


n 


6,200 
6,600. 
8,000. 
4,000. 
1,000. 
600. 


Culverts  on  Sections  276  to  283  inclusive 
316  to  320 
„        322  to  329 
„        830  to  336 
..        306 
Waste  Weir  on  Section  330 
Iron  superstructure  of  Genesee  at.  Bridge, 

Buff. 1,600 

The  superstructure  of  Genesee  street  Bridge 
and  the  Culvert  on  Section  806  to  be  completed 
by  the  1st  day  of  April,  1866,  and  the  remainder 
of  the  above  work  by  April  Ist,  1856. 
All  propositions  must  be  for  a  sum  certain,  as 


Sealed  proposals  will  be  received  at  the  Sq-|  to  the  price  to  be  paid  or  received,  for  each  and 


every  kind  of  work ;  and  no  proposition  not  thu« 
defined  will  b«  received  or  act«;d  uj-on;  and  uo 
proposition  will  be  con^ititred  cuuijiletc  unless  a 
price  for  every  kind  of  work  iiic-ludeu  in  such  pro- 
position is  distinctly  and  plainly  iusi-rted. 

Every  proposal  shall  be  accompat.itd  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  lor  the  same 
work  or  materials,  or  any  part  of  the  same ;  that 
he  has  no  agreement  or  understanding  with  any 
other  person  to  become  interested  in  any  other 
proposal  or  contract  for  the  same  work  or  mater- 
ials, or  any  part  thereof;  and  that  no  other  person 
than  such  as  shall  be  named  in  tlie  proposal  is  in- 
terested in  the  same,  or  has  any  agrLement  or  un- 
derstanding to  become  inteiestcd  in  any  contract 
that  mciy  be  made  in  pjrsuance  of  such  proposal. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  i>tatements  shall  be  accomjfanicd 
with  a  bond  to  the  people  of  this  Slate,  in  the  pen- 
alty specified  opposite  each  k.nd  of  work  in  said 
statement,  and  which  bond  shall  be  signed  by  tue 
party  making  such  proposal  and  tww  or  more  re- 
sponsible sureties,  with  such  evidence  of  their  re- 
sponsibility as  the  contracting  board  shall  require, 
and  which  sureties  shall  justify  in  sums  iqual  iu 
the  aggregate  to  twice  the  amount  of  such  penal- 
ty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tificate of  the  Supervisor  of  the  town,  and  tLo 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility  of  fcaid  sureties. 

The  persons  to  whom  the  work  may  be  awarded 
will  be  required  by  the  contracting  board  to  give 
the  bond  lor  the  payment  of  laborti 's  wages,  as 
required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent  of  the  amount  of  any  work 
done  or  materials  furnished ,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  canal  cotumis- 
sioner^until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opin- 
ion that  the  proposals  made  at  any  meeting  there- 
of, pursuant  to  any  advertisement,  are,  in  conse- 
quence of  any  combination  or  ot'herwise.  excessive 
and  disadvantageous  to  the  State,  they  may  de- 
cline all  the  said  proposals,  and  advertise  anew 
for  the  work  and  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above-  work,  and  allow  such  prices  thercter  as 
may  be  exhibited  at  the  several  offices  piior  to  the 
letting. 

The  prices  in  the  contract  will  be  consiierod  as 
including  the  expense  of  furnishing  all  the  materi- 
als, and  performing  all  the  work,  accordiug  to  the 
plans,  specifications  and  notices  exhibited  at  tho 
letting. 

The  persons  to  whom  the  work  may  he  award- 
ed, will  be  required  to  enter  into  contract  for  tho 
performance  of  the  work  within  ten  days  aittr  the 
same  shall  have  been  awarded  to  him,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  [)ersons  proposing, 
must  be  written  out  in  full,  with  thvir  places  of 
residence. 

The   maps,  plans,  specifications,  quantities   o 
materials,  propositions,  blank  coiitracis  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified   in  this  notice,  ten  days  previous  to  the 
times  specified  for  the  several  lettings. 

Dated  at  Albany,  Sept.  13th,  1864. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLETT,      '  Canal  Commrs 
CORNELIUS  QARDINIER,^ 
JAM£S  M,  COOK.  ComptroUer. 
JOHN  T.  CLABK,  Bute  Enf.  aad  Sorreyor . 
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STATE  OF  NEW  YORK.  SECRETARY'S  OF- 
FICE, ALBANY,  AUGUST  10, 1854.  To  the 
Sheriflf  of  the  County  of  New  York. — Sir:  Notice 
is  hereby  given,  that  at  the  General  Election  to 
be  held  in  ihia  State  on  Tuesday  succeeding  the 
first  Monday  of  November  next,  the  following  of- 
ficers are  to  be  elected,  to  wit; 

A  Governor,  in  the  place  of  Horatio  Seymour ; 

A  Lieutenant  Governor,  in  the  place  of  San- 
ford  E.  Church ; 

A  Canal  Commissioner,  in  the  place  of  Henry 
Fitzbugh;  and 

An  Inspector  of  State  Prisons,  iu  the  place  of 
Henry  Storms  ; 

All  whose  terms  of  office  will  expire  on  the  last 
day  of  December  next. 

A  Representative  in  the  Thirty-Fourth  Congress 
of  the  United  States,  for  the  Third  Congressional 
District,  composed  of  tho  First,  Second,  Third, 
Fifth  and  Eighth  Wards  in  the  City  of  New  York; 
for  the  Fourth  District,  composed  of  the  Fourth, 
Sixth,  Tenth  and_Fourteenth  Wards  of  the  City  of 
New  York ;  fur  the  Fifth  District,  composed  of  the 
Seventh  and  Thirteenth  Wards  in  New  York,  and 
the  City  of  Williamsburg,  in  Kings  County  ;  for 
the  Sixth  District,  composed  of  tho  Eleventh,  Fif- 
teenth and  Seventeenth  Wards  in  New  York  ;  for 
the  Seventh  District,  compased  of  the  Ninth,  Six- 
teenth and  Twentieth  Wards  in  New  York ;  and 
for  the  Eighth  District,  composed  of  the  Twelfth, 
Eighteenth  and  Nineteenth  W^ards  in  New   York. 

County  officers  also  to  bo  elected  for  »aid  Coun- 
ty :- 

Sixteen  Members  of  Assembly  ; 
-  A  Surrogate,  in  the  place  of  Alexander  W.  Brad- 
ford ; 

A  Recorder  in  the  place  of  Francis  R.  Tillou  ; 

A  City  Judge,  iu  the  place  of  Welcome  R.  Bee- 
be  ; 

A  Mayor,  iu  the  place  of  Jacob  A.  Westervelt ; 

A  Register,  in  the  place  of  Garret  Dyckman ; 

A  Commissioner  of  the  Streets  and  Lamps,  ic 
the  place  of  George  Q.  Qlasier,  who  was  appointed 
to  fill  a  vacancy  caused  by  the  resignation  of  Hen- 
ry Arcularius ; 

A  Police  Justice,  for  the  Second  District,  in  the 
place  of  Daniel  W.  Clarke,  who  was  appointed  to 
filll  a  vacancy  caused  by  the  death  of  John 
M'Grath ; 

Two  Governors  of  the  Alms  House,  in  the  place 
of  Gustavu9  A.  Conover  and  William  Pinkney,  ap- 
pointed to  fill  vacancies ; 

A  District  Attorney,  in  the  place  of  Lorenzo  B. 
Shepard,  who  was  appointed  to  fill  a  vacancy  oc- 
casioned by  the  death  of  Nathaniel  B.  Blunt ; 

A  Civil  Justice  and  a  Police  Justice,  for  the 
Seventh  Judicial  District,  composed  of  the  Twelfth, 
Nineteenth  and  Twenty  second  Wards ; 

A  Police  Justice  for  the  Eighth  Judicial  District, 
composed  of  the  Sixteenth  and  Twentieth  Wards. 
Yours,  respectfullv, 

E.  W.  LEAVENWORTH, 
Secretary  of  State. 

Sbbriff's  OrncE, 
New  York,  August  14, 1864. 
The  above  is  published  pursuant  to  the  notice 
01  the  Secretary  of  State,  and  the  requirements  of 
Ibe  statute  in  such  case  made  and  provided. 

JOHN  ORSER, 
Sheriff  of  the  City  and  County  of  New  lork. 
All  the  public  newspapers  in  the  County  will 
publish  the  above  once  in  each  week  until  the 
election,  and  then  hand  in  their  bills  for  advertis- 
ing the  same,  so  that  they  may  be  laid  before  the 
Board  o**  Supervisors,  and  passed  for  payment. 
See  Revi-ed  Statutes,  volume  1,  chapter  6,  title 
3,  article  od,  part  Ist,  page  140. 

JOHN  ORSER,  Sheriff". 
Sept.  1,  1854. 

Itallroad  Iron. 

2nnn  toss  RaUroad  Iron,  64  to  60   bs.  p«r  lineal 
•U  UU  yard.    For  sale  by 
'  THEODORE  DEHON, 

26*^  Broadway, 
•^^••'..:.v..:,LV  .:•;  NtwYork. 

CootractA  made  as  above  fur  Raik  de'iivera  '^  SogtUh  or 
American  ports  at  lowest  rate& 


ASHCROFT  STEAM    »AUGE. 


AMIRIOAN 

STEAM  GAUaS 

COMPANY. 

SOI.K  PROPRIKTOBfl 

MANUPACTUREES 

rOK  TBI 

UNITED  STATES. 
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THE  COMPANY 
ARB  PREPARED  TO 

EXECUTE 

ORDERS    FOR    THEIR 

GAUGE 

AT    TBEIB      MANtrrACTOar 

AToL  4  Charlcstoten  Street, 
BOSTON,  MASS 


THIS  Company  purcbaaed  of  Mr.  K.  H.  AsaoBorT  the  Patent  (br  tbe  above  Qauge  In  February  laat,  aod  tbey  praiume  there 
la  no  necessity  of  statin);  the  beneflt  of  this  celebrated  Gauge,  which  has  obtained  so  much  repute  throughout  the  Country 
during  the  lajt  three  years,  as  a  matter  of  economy  and  safety  for  Railroads,  Stationary  Boilers  and  Steamers  its  equal  has  never 
been  discovered.  The  Company  also  purchased  of  Mr.  AsHCRorT  the  Patent  for  the  Fontain  Moreau  or  India  Rubber  Qauge 
of  which  the  Eastman,  Lowe  and  German  Gaugo  are  considered  by  them  to  be  infringmenta.  Tbey  will  furnish  the  India  Rubbier 
Qauge  if  desired,  although  tbey  Uiink  it  cannot  be  depended  upon.  41  ly 
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LOCOMOTIVE  TYERS  made  from  one  bar,  and  Low  Moor  Bar  Iron  of  every  description,  Boiler  Plates,  Riveta,  nod  Car 
Axles  ;  also.  Wrought  Iron  Wheels,  Hpring,  Tool,  and  Machinery  Steel,  Iron  and  Brass  Tubes,  Locomotive  Balances,  Horse 
Nails,  English  Iron  Wire.  Telegraph  Wire,  Ac,  for  sale  at  tbe  manufactuier's  prices,  by  W.  BAILEY  LANO  *  CO.,  64  Cliff 
8L,  New  York,  and  9  Liberty  Bquare,  Boston,  sole  agents  in  America  to  the  Low  Moor  Iron  Company.  4iitf 


RAILROAD  SPIKES. 


Serew  Pile  Fonndlatlons. 


WROUGHT  IRON     ; 

Cbairs  and  Fastenings. 

THE  undersiffned  will  continue  to  m.iniifarfuro  with  inrrpn.»<»<» 
fiicilHics, HOOK  AFLAT  HEM)  UAILKOAD  sriKEP, 
of  all  patterns,  WROUGHT  ami  CAST  CIIAIKS  iin.i  FAST 
ENING.S,  BOILER  RIVET^i,  BOLTS,  SHIP  and  BOAT 
SPIKES.  Ac,  Ac 

The  bci<t  ijiiality  of  Rfflacd  Iron  is  usovl,  and  all  orders  filled 
with  despatcli.  _„ 

J.  nOPKINSON  SMITH, 
A'o.  25  South  Charles  sir. 
tS^  Please  direct  tbe  name  in  fuIU 
BaUimort,  July  1st,  1854.  33  tf. 

SEPTIMUS  NORRIS, 

OrVIL,  MECHANICAL  &  CONSULTING  ENGINEER 

OFFERS  his  8er\ices  to  Railroad  Companies  and  Engineers, 
to  provide  them  with  Plans  and  Proportions  of  Locomo- 
tives for  burning  coal  or  wood  ;  calling  the  attention  of  Engi- 
neers and  Railroad  Managers  to  his  New  Patent  Boiler  for 
burning  Anthracite  Coal ;  also  Plans  for  Depot  Buildinga, 
Railroad  Tools,  and  all  kinds  of  Machinery  appertaining  to 
Railroads ;  he  will  also  superintend  personally  Uie  construction 
and  building  of  any  Locomotive.*  they  may  order,  in  this  or  any 
other  city,  so  as  to  insure  the  Companies  receiving  good  ma- 
chines and  faittiful  workmanship. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
neer upon  many  of  our  most  important  Roads,  in  their  Loca- 
tion, Building  and  Equipment,  and  for  the  last  20  years  practi- 
cally engaged  In  the  Manufacture  of  Locomotives,  feels  satis- 
fied, he  can  sore  the  Companies  uho  may  think  proper  to  en- 
gage hia  terviees,  many  dollars,  and  lots  by  receiving  imperfect 
machine*,  wbtch  have  been  built  aod  put  together  hastily. 
▲ddi«M  to  No.  2S  Sommor  st,  PliilaJelphia. 
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AI..EXANDER  MITCHELL'S  ' 

Patent    Iron    Screw^    Pile, 

FOR  ol.t.iinir^  pprmanent  finindiitinns  on  Rivers,  Morasses, 
and  Q.:ic':i(tn'i3.  for  R«ilivay  Bridjres,  Viaducts,  Depots. 
Wharves,  A:..  I.  W  P.  LEWIS,  C.  E., 

Agent  in  the  United  States, 
No.  30  .<?oi;th  5th  street,  PHTLA:<iei.FHiA. 

NUOENT'S  GOLL.EGE 

OP 

ENGINEERS  AND  MECHANICS,  - 
Public  Square,  Cleveland,  Ohio. 
E.  Nugent,  C.  E.,  Principal. 

I'T^HE  design  of  this  Institution  is  to  aflbrd  young  men  an  op- 
J.  portunity  of  acquiring  a  knowledge  of  the.  profession  of 
Civil  Engineering,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowledge  of  Mathematics,  Architec- 
tural and  Mechanical  Drafting,  Plain  and  Ornamental  Penman- 
Uwp,fcc. 
I    For  urtberparticuters  addreu  the  Principal 
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I^exlBfrton  aad  Olilo  aatlroad. 

historical  sketch. 

The  "  Lexington  and  Ohio  Railroad  Company" 
was  incorporated  by  the  Legislature  of  Kentucky 
during  the  session  of  1829-80.  Its  object,  as  im- 
plied in  the  name  of  the  company,  was  the  con- 
struction of  a  Railroad  from  Lexington  to  the  Ohio 
nver ;  the  selection  of  the  terminus  on  the  river 
being  leit  to  the  discretion  of  the  stockholders. — 
The  power  to  condemn  lands  was  conferred  upon 
them  in  the  usual  terms.  The  capital  stock  was 
limited  to  $1,000,000,  with  authority  to  commence 
operations  as  soon  as  $300,000  were  subscribed. 

The  rates  of  transportation  were  fixed  at  2^ 
milli  per  hundred  pounds  per  mile  on  all  articles 
transported  60  miles  and  upwards — 3  mills  per 
mile  on  articles  transported  over  20  miles  and  un- 
der 60 ;  and  3>2  tailh  per  mile  on  articles  trans- 
ported les^  than  20  miles.  Silver,  gold,  bullion, 
money  and  mails  were  excepted  from  these 
rates,  and  the  company  authorized  to  carry  them 
at  any  rate  that  might  be  agreed  upon.  The  pas- 
senger rates  were  fixed  at  4  cents  per  mile. 

The  property  of  the  company  was  exempted 
from  taxation  for  20  years,  with  a  provision  that 
it  should  not  be  then  taxed  higher  than  other  pro- 
perty in  the  State.    By  the  terms  of  the  charter, 


^1 


the  Commonwealth  wa-s  further  bound  during  the 
space  of  twenty  yeara  to  authorize  the  construction 
of  no  parallel  road  approaching  nearer  than  twenty 
miles — with  the  reservation  of  a  right  to  construct 
divergi  ng  roads  approaching  at  an  angle  of  not 
less  than  15  degrees. 

The  company  were  authorized  to  commence  the 
business  of  transportati  on  so  soon  as  15  miles  of 
the  road  were  completed. 

On  the  6th  of  March,  1830,  the  company  was  or- 
ganized by  the  election  of  the  following  gentlemen 
as  Directors  viz  :  Henry  C.  Payne,  Benjamin 
Qratz,  Joseph  Bruen,  Elisha  J.  Winter,  Richard 
Higgins,  Elisha  Warfleld,  John  W.  Hunt,  John 
Brand,  George  Boswell,  Henrv  Clay,  Walter  Dunn 
and  Benjamin  W  Dndley.  The  total  stock  sub- 
scription was  $542,900. 

On  the  9th  of  the  same  month  Elisha  J.  Winter 
was  chosen  President  of  the  company. 

In  April,  {1830,  Professor  Mathews  with  Mr. 
John  Van  De  Graff  his  assistant,  were  employed 
to  make  a  reconnoissance  of  the  route  from  Lex- 
ington, via  Frankfort,  Louisville  via  Portland. 

On  the  Ist  of  July  of  the  same  year  Messrs. 
Kneass  and  McIIvaine  were  employed  to  make  a 
survey  of  the  route  as  near  the  town  of  Shelbyville 
as'  possible. 

^r.  McIIvaine  remained  but  a  short  time  in  the 


At  the  same  meeting  the  Directors  were  author- 
ized to  take  measures  to  put  under  contract  not 
exceeding  eight  miles  at  the  Louisville,  and  seven 
miles  at  the  Lexington  terminus  of^the  road — six 
miles  of  road  beginning  at  Lexington  were  therefore 
placed  under  contract  in  October  following.  Dif- 
ficulties with  the  City  Council  of  Louisville  as.  to 
the  right  of  way  through  that  city  prevented  the 
ccnamencement  of  work  at  that  end  of  the  road. 

Mr.  Kneass  left  the  employment  of  the  compa- 
ny in  March,  1832,  and  was  ancceded  by  Mr.  H.  J. 
Ranney. 

In  July,  1832,  twenty-five  additional  miles  of 
road,  extending  to  the  bead  of  the  plane  at  Frank- 
fort were  advertised  to  be  let. 

Ou  the  2d  of  August,  the  -ears,  drawn  by  horse- 
power, commenced  ruDning  over  the  first  division 
of  the  road. 

At  the  session  of  the  Legislature  of  18S2-S,  ao 
act  was  passed  authorizing  the  Auditor  of  State, 
in  the  name  of  the  Commoawealth,  to  endorse  and 
guarantee  the  bonds  of  the  company  to  an  amount 
not  exceeding  $160,000.  To  secure  the  State 
against  liability  on  her  endorsement,  the  company 
was  required  to  execute  a  mortgage  of  all  its  rights 
franchises  uid  property,  and  the  President  and 
Directors  to  give  their  individnal  bonds  for  the 
proper  aiq>lication  of  the  money.     Their  securities 


employment  of  the  company,  and  bis  associate,  having  been  fully  executed,  the  bonds  were  gnar- 
Mr.  Kneass,  became  the  Chief  Engineer,  6n  the'anteed  by  the  Auditor  in  the  na«se  of  the  Com- 
SOth   March,   1831,   he  presented  to  the  Board  menweakh,  and  then  sold  by  the  company. 


report  of  his  surveys  and  his  estimate  of  the  cost 
of  the  road. 

At  a  meeting  of  the  stockholders  of  the  compa- 
ny on  the  16th  April,  1831,  it  was  resolved  and  de- 


In  December,  1835,  the  road  was  opened  to  the 
head  of  the  inclined  plane  at  Frankfort. 

Bividends  of  from  4  per  cent,  were  declared  in 
July,  1835,  and  January  and  December,  1836.     A 


dared  as  part  of  the  by-laws  of  the  company  "that  very  coBsiderabie  proportion  of  stock  had  been 


the  remedy  to  enforce  ,the  payment  of  balances 
due  on  stock  shall  not  extend  farther  than  the  for- 
feiture of  the  stock,  and  the  sums  paid  thereon  by 
the  holder;"  and  that  it  should  at  "  all  times  be 
the  privilege  of  any  stockholder  to  cease  to  be  a 
member  of  the  company  by  transferring  to  the 
company  his  stock,  together  with  all  sums  paid 
thereon;  and  that  such  stock  so  transferred  should 
be  the  property  of  the  company  and  liable  to  be 
resold  or  otherwise  disposed  of,  as  to  the  President 
and  Directors  might  seem  advisable."  These  re- 
solutions were  the  fruitful  source  of  future  difiS- 
coltiea 
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forfeited  by  the  smbscribers  under  the  resolutions 
of  16th  April,  1831,  and  the  instalments  paid  on 
the  forfeited  stock  becoming  thus  the  property  of 
the  company,  were  regarded  by  the  Directors  as 
profits  and  as  properly  forming  the  subjects  for 
dividends. 

At  a  meeting  of  the  stockholders  in  November, 
1837,  the  accounts  of  the  company  were  referred 
to  Judges  Owsley  and  Robertson,  and  Sylvester 
Welch,  Esq.,  for  the  purpose  of  examining  into  the 
propriety  and  legality  of  the  three  dividends  made 
by  the  directors.     On  the  16th  of  December  the 

ie£»reM  reported— 
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1st.  That  in  their  opinion  there  waa  not,  on  pro- 
per principles,  any  surplus  of  profits  at  any  time, 
that  either  of  these  divideads  were  declared ; 
and — 

2d.  That  the  dividends  so  far  as  paid  in  cash 
should  be  refunded,  and  that  the  credits  entered 
on  stock  notes  so  far  as  entered  on  accunts  of  divi- 
dends should  be  erased. 

From  this  time  forward,  the  difficulties  of  the 
Company  continued  to  accumulate.  Dissensions 
sprang  up  between  the  stockholders  at  either  end 
of  the  line ;  the  funds  of  the  Company  were  nearly 
exhausted,  and  for  a  few  years  more  it  continued 
to  drag  on  a  lingering  existence  with  but  little  hope 
Y  relief.  Partial,  but  wholly  insufficient  assist- 
ance was  given  by  the  City  of  Louisville;  partly 
tfl  a  subscription  of  stock,  and  partly  by  an  en- 
dorsement of  the  bonds  of  the  Company.  The 
work  continued  to  be  prosecuted  between  Louis- 
▼ille  and  Frankfort  during  the  years  18S7-8  and  9, 
and  then  ceased  altogether. 

Up  to  that  time  the  expenditures  in  construc- 
tion had  been  as  follows : 
Cost  of  road  and  equipments  between 

Lexington  and  Frankfort $511,284  87 

Expended    between    Frankfort    and 

Louisville..,. 411,662  77 


Total.... $922,937  84 

In  the  years  1838-9  40  and  41,  the  Company 
failed  to  pay  the  interest  on  the  $150,000  of  bonds 
guaranteed  by  the  State.  The  act  of  Febuary  11th 
1841,  authorised  and  directed  the  Auditor  to  ad- 
▼ertiso  the  whole  property  and  franchises  of  the 
Company  for  sale,  agreeably  to  the  terms  of  the 
act  of  1833,  authorising  the  endorsement  of  the 
bonds.  The  sale  took  place  accordingly,  on  the 
loth  January,  1842,  and  the  Commonwealth  be- 
come the  purchaser  for  the  sum  of  $178,644  64, 
being  t  he  amount  of  the  principal  and  arrears  of 
iuterest  on  the  guaianted  bonds.  The  road  be- 
tween Lexington  and  Frankfort  was  repaired  dur- 
ing that  year  and  furnished  with  new  equipment, 
at  an  expense  to  the  State  of  $87,000.  In  the 
spring  of  1843,  Messrs.  Swigert  and  William  B. 
McKee  leased  that  portion  of  the  road  for  seyeral 
years,  at  an  annual  rental  of  $17,000. 

At  the  session  of  1846-7,  the  Louisville  and 
Frankfort  Railroad  Company  was  incorporated. — 
By  the  terms  of  the  charter,  two  persons  were  to 
be  selected  by  the  Company,  and  two  by  the  Gov- 
ernor of  the  State,  to  value  "  the  improvements 
made  by  the  Lexington  and  Ohio  Bailroad  Com- 
pany between  Frankfort  and  Louisville."  On  th« 
return  of  the  valuation,  it  was  made  the  duty  of 
the  President  and  Directors  to  execute  and  deliver 
to  the  Governor  a  bond  "  binding  said  Company, 
before  each  and  every  payment  of  dividends  to 
the  stockholders,  to  pay  into  the  treasury,  interest 
at  the  rate  of  six  per  cent.,  per  annum,  on  said 
valuation,  from  tho  time  of  the  completion  of  the 
road  from  Frankfort  t*  Louisville ;  and  on  the  ex- 
ecution of  the  bond,  all  tho  rights,  property,  immu- 
nities and  privileges  which  the  Commonwealth 
then  held  in  that  portion  of  the  road  were  to  be  re- 
leased to  the  Company.  The  valuation  was  made 
shortly  after  the  organization  of  ths  Company,  and 
amounted  to  $70,000. 

At  the  session  of  1847-8,   the   Lexington  and 
Frankfort   Railroad   Company 
■with  a  capital  of  $450,000 


should  be  satisfied  that  two  thousand  shares  of 
stock  had  been  bona  fide  subscribed  by  [solvent 
individuals,  he  should  subscribe  in  the  name  of 
the  Commonwealth  for  fifteen  hundred  shares  of 
stock  in  the  Company,  payment  of  which  should 
be  made  by  a  transfer  to  the  Company  "  of  all  the 
property   immunities   and  privileges  which    the 
Commonwealth  claims,  holds,  or  is  entitled  to  in  the 
Railroad  made  by  the  Lexington  and  Ohio  Bail- 
road  Company  between  Lexington  and  Frankfort." 
In  March,  1848,  this  Coaipany  was  organized  by 
the  subscription  of  $200,000,  by  corporations  and 
individuals,  and  $160,000  by  the  State.  Steps  were 
immediately  taken  for  the  construction  of  five 
miles  of  new  road  at  the  Frankfort  end  of  the  line, 
and  to  relay  the  whole  with  heavy  iron.    All  this 
was  completed  by  the  spring  of  1850.     The  Louis- 
ville and  Frankfort  Railroad  was  opened  through- 
out the  whole  line  in  July  1851. 
Up  to  July,  1863,  there  had  been  ex- 
Ytended  by  the  L0uisviUe  and  Frank-         "..' 
fort  Railroad  Company  for  construe-    '      ""' 
tion    and    equipment  (inclusive    of 
$70,000  due  the  Sute  for  old  road,) 

the  sum  of $1,358,764 

The  Lexington  and  Frankfort  had  ex- 
pended, under  the  same  head,  up  to 
May  Ist,  1864,  (including  $150,000 

paid  the  SUte  for  old  road) 630,976 

Making  the  whole  cost  of  the  line  to  the ■ 

present  Companies $1,999,740 

If  we  deduct  from  this  amount  the  sum  of  $220,- 
000  paid  by  the  present  companies  to  the  State  for 
the  old  road,  and  then  add  $922,937  64  expended 
on  the  jrork  by  the  Lexington  and  Ohio  Railroad 
Company,  and  $87,000  expended  by  the  State 
afler  the  road  came  into  her  possession,  we  find  the 
total  expenditures  for  construction  and  equipment 
on  tho  whole  line,  since  the  first  organization  of 
the  Lexington  and  Ohio  Railroad  Company,  have 
been  $2,789,677.  The  length  of  tho  line  from  Lex- 
ington to  Louisville  is  96  miles. 

Boston,  Nov.  2d,  1854. 
Editor  Railroad  Journal  : 

Dear  Sir — We  have  recently  fallen  in  with  a 
curiosity  in  Railroad  literature,  and  hasten  to  send 
it  to  you. 

It  is  the  first  Report  of  the  President  of  the 
King's  Mountain  Railroad  Company  (South  Caro- 
lina) to  the  Stockholders,  and  embraces  statements 
of  a  very  imusual  character. 

We  have  prepared  an  abstract  of  the  Report 
which  accompanies  this.  It  will  show  you  that 
this  Road,  of  twenty-two  and  a  half  miles  in 
length,  was  well  built,  ironed  with"  T"  rail  of  fifty 
pounds  to  the  yard,  and  equipped,  for  a  sum  less 
than  the  amount  of  original  cash  subscription  by 
$378.19,  and  at  a  total  cost  per  mile  of  h]  mere 
fraction  over  $9000.00. 

You  will  also  perceive  that  the  company  is  out 
of  debt,  the  amount  of  its  indebtedness  on  the  first 
day  of  July,  1854,  ($3,669  54)  having  been  smce 
paid,  with  the  exception  of  a  small  amount  due  for 
labor,  which  the  company  had  not,  at  that  date, 
been  called  upon  to  pay. 

The  characteristics  which  distinguish  the  posi- 
tion of  this  company,  viz :  its  total  freedom  from 
all  species  of  indebtedness,  the  construction  of  the 


road  within  the  original  estimate,  and  its  low  cost 
was  incorporated  I  per  mile,  are  much  more  than  sufficient  to  make  it 
The  2Qd  Section  ofi  the  exception  to  all  Railroad  Companies  we  have 
the  charter  provided,  that  as  soon  as  the  Qoyeroor  ev«r  before  beard  of.    But  aside  from  these  con- 


siderations, there  is  another  point  of  view  pre- 
sented by  the  Report,  in  which  we  have  never 
seen  it  excelled,  and  that  is,  its  simple,  clear,  and 
intelligible  style. 

The  President  states  that  he  received  so  much 
money  to  be  appropriated  to  construction — that  he 
expended  so  much,  and  has  so  much  left.  He 
further  states,  that  from  the  time  of  opening  the 
road  to  July  1st,  1854,  he  received  so  much  money 
from  freight  account,  so  much  from  passenger  ac- 
count, and  so  much  from  other  sources.  On  the 
other  baud,  he  quotes  the  expenses  of  operating 
the  road,  and  so  strikes  his  balance  of  income. 
Then  he  adds  the  surplus  of  stock  subscription, 
and  exhibits  a  total  surplus  of  $28,306  85,  and 
finally  he  shows  us  by  describing  the  assets  of  the 
company,  of  what  this  surplus  consists.  Surely 
nothing  can  be  more  simple,  or  more  satisfactory. 
Then,  as  regards  the  business  of  the  road,  and 
its  prospects,  the  President  says : 

"  The  business  of  the  road8ofar,nothwithstand- 
ing  the  great  failure  of  the  last  cotton  crop,  and  its 
being  withheld  from  market,  has  fully  met  our 
most  sanguine  expectations,  and,  fVom  our  present 
prospects,  Ve  hope  for  an  increase  of  business  in 
future." 

Not  a  word  too  much  or  too  little — a  total  ab- 
sence of  all  flourish — not  a  trace  of  enthusiasm 
even.  He  might  be  pardoned  for  a  little  show  of 
warmth,  but  you  look  in  vain  for  it,  and  find  in- 
stead a  matter  of  fact ,-  an  appropriate  and  hope- 
ful statement. 

We  have  thus  said  more  in  favor  of  the  King's 
Mountain  Company  than  can,  we  sincerely  believe, 
be  said  in  favor  of  any  other  Bailroad  Company 
in  this  country.  We  know  this  is  a  strong  state 
ment,  but  if  we  are  in  error  we  shall  be  glad  to  be 
cerrected.  Still  we  have  recommendations  to 
offer  even  this  model  company,  and  they  are  as 
follows : 

We  would  first  suggest  the  establishment  of  a 
Sinking  Fund,  to  meet  future  depreciation  of  both 
rail  and  machinery,  and  we  deem  the  importance 
of  this  matter  too  obvious  to  require  further  illus- 
tration. 

Secondly — We  regret  to  perceive  that  the  books 
of  the  Company  do  not  apparently  balance  by  $25. 
21,  the  total  surplus  beuig  $28,306  85,  and  the 
excess  of  assets  over  indebtedness  being  $28,332 
00.  A  discrepancy  of  one  cent  only  is,  of  course, 
inconsistant  with  the  correct  practice  of  accounts 
as  a  science,  and  the  error  above  spoken  of  should 
be  at  once  corrected. 

Thirdly — The  report  speaks  of  the  declaratioo 
of  a  dividend.of  eight  per  cent.,  amounting  to  $16,- 
256  00,  but  it  is  silent  as  to  the  manner  in  which 
it  was  made  payable.  By  reference  to  ths  state- 
ment of  assets,  you  will  observe  there  was  not  suf- 
ficient cash  on  hand  to  permit  the  disbursement  of 
so  much  money,  and  we  are  therefore  led  to  pre- 
sume, either  that  a  partition  of  the  securities  was 
made,  or  that  they  were  sold  to  meet  the  case.— • 
We  think  an  explanation  would  have  added  to  the 
completeness  of  the  Beport. 

One  word  more.  You  know  we  are  thoroughly 
opposed  to  the  slave  system,  and  may  therefore 
easily  imagine  that  the  purchase  of  five  negroes 
would  be  utterly  repugnant  to  our  principles,  and 
disagreeable  to  our  Northern  tastes  and  inclina- 
tions. Yet  were  we  to  choose,  we  candidly  tell 
yoo,  we  shoald  prefer  honesty  and  integritj  with 
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the  Degrees,  to  rascality  and  Schuylerism  without. 
We  hope  you  will  print  this  Report  and  the  ab- 
stract we  send  you.  NEW  ENGLAND. 

Exhibit  of  cost  of  construction  and  equipment  of  the 
Kings  Mountain  Railroad,  and  also  of  its  ope- 
rations from  the  time  of  opening  to  July  Ist,  1854 

2,032  shares  paid  for,  amounting  to. .  $202,888  05 

Collected  on  seven  shares  forfeited  by 
the  insolvency  of  the  subscribers. .  CO  00 


Equal  to  S99-53  on  2,039  shares $202,948  05 

DISBORSEMENTS. 

Engiiicering $4,837  70 

Masonry  on  culverts 819  47 

Graduation 22,430  62 

Superstructure — 
Railroad  Iron  (T  rail,  50 

lbs.  per  yard) $81,200  23 

Chairs  and  Spikes 8,078  52  • 

Cross  ties 18,906  76 

Hewed  and  sawed  lumber. .     1,290  94    ; 

Miscellaneous 10,270  00 

119,807  04 

Incidental  to  construction 3,816  60 

Real  estate  and  land  damages 1,211  98 

Depot,  water  stations  and  other  build- 
ings      11,176  68 

Books,  stationary,  office    and   depot 

furniture 

Tools  ahd  materials  for  workshop 

Engines fl8,246  88 

Cars 16.273  70 

Deduct  for  engine  and  cars  "   ' 
sold  to  Union  and  Spar- 
tanburg R.  E 4,000  00 


688  98 
2,377  66 


*>■, 


30,620  58 


$197,589  01 


Stock  subscribed  for  and  paid  in $202,948  06 

Expended    in     building    ..,-    ^    .      ,.;.:,.....- 

and     equipping      the  '       ,5  i*r 

road $197,589  01  '     -J. 

(equal  to  $8,781  73  per  ■  '■ 

mile)  ■'? 

Paid  for  6  Negroes ......       4,876  82 

Due  for  construction  the  .  -:  -  > 

foUowiig  unpaid  bills  :   f  ,  .    .,. 
Incidental  to  con-  :  "  "'.  /'    .^ 

struction $24  90      •■; " y-i  • .  ^         ^ 

Depots  and  other  iJ-f^-ii  ",;   ^  .:^      ",  ' 

buildings      and  uh  , .  .sfrivs    ;•  •  ^ . ,  .     .; 

water  stations..  79  13  n  . 


104  03 


(equal  to  9,003  11  per  mile) 


202,669  86 


Surplus $378  19 

INCOME    ACCOUNT.  ■J-f'; 

Received  for  freight $17,608  36 


u 


passengers. . 
mail  service. 


Less  as  follows — 
Running  exp'ns's 

paid $13,15408 

do.  do.  unpaid. . .     3,666  61 


12,936  00 
.     2,854  64 

$34,398  89 


>»"-.. 


***:■ 


16,719  59 


-$17,679  30 
.     ..J;j»j»;^^"/^i       (equal  to  $867  per  share.) 

PROFIT   AND   LOSS. 

Dividends  collected,  balance  of  inter- 
est, &c $4,940  46 

Engine  and  Cars  sold  to  Union  and 

Spartanbui^  Co 4,000  00 

Due  from  sundry  stockholders  for  bal- 
ances of  stock  subscriptions 311  96 

P»v.  S.  C.  R.  R.  stock  uncollected...,,  600  00 

Interest  uncollected 355  82 

Mail  pay  do..'. 141  13 


RECAPITULATION. 

Surplus  capital $378  19 

Income ....17,679  30 

Profit  and  Loss 10,249  36 


Total  Surplus $28,306  86 

BALANCE. 

Assets,  composed  of  the  following  items : — 

100  shares  of  stock  in  S.  C.  R.  R.  Co.. $12,600  00 

8  bonds  in  Q.  and  Columbia  R.  R.  Co..     4,000  00 

Sundry  notes 960  54 

N.  C.  R,  R.  Co.  ape.  for  cross-ties  sold.     1,386  94 

Blacksmith's  shop  accounts 250  14 

Amount  due  by  Chester  Agencj 286  28 

Accounts  on  freight  ledger 3,062  76 

Cash  in  treasury 8,306  05 


$30,692  70 
Balances  of  stock  subscriptions  due  . .        311  95 

Uncollected  dividend 600  00 

do.         interest 356  82 

do.        mail  pay TAI  13 


Less  debts,  viz — 
On  account  of  construction . . .  $104  03 
Operations  on  road \ 3,665  51 


$32,001  CO 


3,669  54 


$28,332  06 


To  be  accounted  for $28,306  85 

Actually  on  hand 28,332  06 


Surplus  of  assets. 


...$25  21 


U:m 


j        Rutland  and    Bnrllnffton  Railroad 

Statement  showing  a  financial  condition. 
The  construction  account  is  as  follows : 

Grading  and  Masonry.. $2,359,387  16      ■ 

Superstructure 849,626  74     .- 

Land,   Land  Damages, 

and  Fencing 234,182  72 

Station,  Buildings,  and 

Fixtures 227,326  90 

Bridges 116,069  93   ■. 

Engineering 94,901  12  - 

Cost  of  road 3,978,993  57 

Cars 306,640  88 

Locomotives 176,164  34." 

Tools 14,470  34     ' 

Cost  of  furniture .... 

Discount    on   six    per 

cent.  Bonds 186,484  37 

Discount  on  Mortgage 

Bonds 130,45194 

Discount  on  2nd  Mort- 
gage Bonds 131 ,664  37 

Interest  paid  Stockhol- 
ders prior  to  the  open- 
ing of  the  road 103,060  21 

Sundry  incidental  ac- 
counts   122,880  36 

Expenses 66,66129 

Delinquent  Subscribers       64,467  32 

Salaries 60,000  00   843,159  90 


650,276  60 

•■.-'    -  ■■4. 


(£<iual  to  $502 per  share)     $10,219  36 


Total  Cost,  exclusive  of  Coupons,  in- 
terest, «fcc $5,378,428  99 

The  following  are  the  assets  of  the  company, 
w^ith  the  amounts  to  their  debit  on  the  books  of 
the  Treasurer : 

Vt.  Valley  R.  Stock  (50  per  ct.  paid  ■ '  ,->T     1 

on  135  shares) $6,750  00 

Northern  Telegraph   Co,  Stock  (40 

shares) 2,000  00 

Shares  8  per  cent.  Pref  d  Stock  (400 

lodged  as  coll) 40,000  00 

Plattsburgh  and  Montreal  R.  Stock 

(600  shares) 20,355  10 

Real  Estate 34,174  47 

Steamers  Boston  and  Barges 57,763  99 

Notes  Receivable 26,870  86 


The  amounts  paid  for  Interest,  Coupons,  ,  -,    ... 
Dividends,  are  as  follows  :  ■• 

Interest $488,949  C3 

Coupons    on    Six    per 

cent.  Bonds 314,670  07        - 

Coupons   on    Mortgage 

Bonds 172,801  60 

Coupons     on     Interest 

Bonds 4,386  00 

Dividends  on  Pref d  8 

per  ct.  Stock 82,372  00 

Ist.  Dividend  6  per  ct. 

Pref'd  Stock 18,880  00.       ^ 

2d  Dividend  6  per  ct. 

PrefdStock 10,110  00 

3d  Dividend  0  per  ct.  -       • 

PrefdStock 17,520  00    ' 

r-$l,115,195  80 

The  amounts  derived  from  lb©  diflfercnt  sources 
of  Income,  from  the  commencement  of  the   run 
ningof  the  road,  January  1,  1850,  to  its  assign- 
ment, November  20,  1863,  have  been  from — 

Passenger  Earnings $548,966  14 

Freight  Earnings 634,416  42     ° 

Mails 40,100  00     -  ^ 

Expresses 11,646  74  ■■ .. 

Rents 6,09107 

Steamer     Boston    and 

Barges 27,565  65 

Wharf  and  Boat' 5,510  07 

Labor,      dec,     obarged 

construction 07,327  48 

— : $1,239,023  17 

The  Running  Expenses  for  the  same 

period............. 766,726  11 


Leaving  th«  net  earnings $473,897  00 

RECAPITULATION  OF  COST. 

Construction $5,378,428  99 

Aswta 192,904  42 

Interest,  Coupons,  and 

Dividends 1,115,195  80 

Less  Net  Income 473,897  00     C41 ,298  74 

,  :,    -'-  .  ; J*.:.;  ■>-, ,   -:  ;     <     86^12,632  15 

The  means  to  provide  for  this  expenditure  were 
realized  from,  and  represented  by — 

Capital  stock $1,242,500  00 

Eight  per  cent.  Prefer- 
red Stock 382,700  00 

Six    per     ct.     prefd 
stock... 605,200  00         ,. 

Six  per  ct.   do.   part 
paid....     2,976  31     608,176  SI 
Stock $2,233,376  31 

Mortgage  bonds $1 ,800,000  00 

Second         Mortgage 
Bonds  (sold ) 660,500  00 


Funded  debt . 

Notes  payable $921,518  69 

Six  per  cent,  bonds . . .     468,600  00 
Int'st  bd's.. 30,600  00 
Int'st  scrip.  19,073  69 


$2,460,500  00 


AmQOQtiog  in  all  to $192,904  42 


1st  Div.   6 

per      ct. 

stock 

2dDiv.6per 

ot.  stock 
SdDiv.Oper 

ct.  stock. 


49,573  69 


374   00 
72  00 

282  00 


728  00 
78,435  56 


$1,518;755  84 


Sundry  personal  ac- 
counts   

Floating  liabilities. 

'    '         ""'^-   r    ^       '    '         '  $6,212,632  15 

In  addition  to  the  assets  previously  mentioned, 
the  valne  of  many  of  which  is  extremely  doubt- 
ful, there  are,  for  the  extinguinhmcnt  of  the  tloal- 
ing  debt,  second  mortgage  bonds  unsold,  but 
pledged,  to  the  amount  of  $539,600,  and  the  third 
mortgage  bonds  created  by  the  stockholdeni  at 
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their  m«eting,  April  12tb,  amouoting  to  Sl,200,- 
000* 

The  earnings  from  Jane  1st  to  November  30tb, 
1853,  were  from 

PaMcngers $107,807  19 

Freight 97,600% 

Mails 6,100  00    / 

Expresses $...       2,14152 

Rents 2,004  22 

«216,658  89 

The  amount  charged  on  the  Treasurer's  books 
to  the  several  accounts  of  running  expenses  dur- 
ing the  same  period,  $189,700  84. 

lilttle  Miami  i,Iiallroa«l. 

The  Little  Miami  Company  was  one  of  the  first 
chartered  in  Ohio,  having  been  incorporated  on 
the  11th  day  of  March,  1836,  with  authority  to 
construct  and  maintain  a  railroad  from  the  city 
€)f  Cincinnati  to  tho  town  of  Springfield.      The 
charter  contains  the  usual  provisions.  The  amount 
of  capital  was  limits  d  to  $3,000,000,  but  the  compa- 
ny were,  in  addition,  authorized  to  borrow  a  fur- 
ther sum  not  exceeding  8500,000.    The  charter  is 
perpetual  and  imposes  no  limits  upon  the  profits 
of  the   company,  though   by  a  general   law,  the 
above,  with  all  the  companies  throughout  the 
State  are  restricted   to  a  charge  not  exceeding 
3  cents  per  mile  per  passenger  carried  over  30 
miles,  and  6  cents  per  ton  per  mile  for  freight 
carried  the  same  distance.     For   distances  under 
80  miles,  corapanies,may  establisk  the  rates.    The 
Little  Miami^Company  were  originally  authorize* 
to  construct  branch  roads  to  any  part  of  the  seve- 
ral counties  thro«gh  which  the  road  might  run, 
but  this  provision  was  afterwards   amended  by 
authorizing  the  company  to  subscribe  to  the  capi- 
tal stock  of  other  companies  constructing  railroads 
over  the  routes  upon  which  the  former  might 
construct  branches,  to  the  amount  of  their  prob- 
able cost.   The  powers  of  the  company  have  been 
further  enlarged  by  the  General  Railroad  Law  of 
the  State,  to  the  provisions  of  which  all  the  rail- 
road companies  of  the  State  are  amenable,  pro- 
viding they  do  not  conflict  with  the  powers  and 
right  conferred  by  the  special  charters  granted 
before  the  General  Railroad  Law  went  into  efiect. 
The  work  of  construction  was  commenced  in 
December,   1838.      The   original   estimated   cost 
was  $877,674  for  85  2  miles,  equal  to  $10,801  21 
per  mile.     The  plan  of  superstructure  adopted 
was  that  of  the  Utica  and  Schenectady  Railroad, 
which  consisted  of  a  sill,  or  longitudinal  sleeper, 
4  by  12  inches,  resting  upon  cross-ties  3  feet  from 
centre  to  centre.     The  rail  used  was  a  Jlat  bar. 
2M  ^y  Ji  inches,  weighing  31   lbs.  to  the   yard. 
The  work  progressed  slowly  in  consequence  of  the 
embarrassed  state  of  the  company's  aflkirs,  aris- 
ing in  part  from  the  repeal  of  a  law  by  which  a 
subscription  equal  to  one-third   of   the   capital 

*0f  the  latter  there  have  been  issued,  since  the 
date  of  this  Report,  at  par,  in  accordance  witii 
the  direction  of  the  stockholders,  the  amount  of 
one  hundred  and  one  thousand  seven  hundred  dol-. 
lars,  and  debts  to  the  following  amounts  with  the 
accumulated  interest  have  been  cancelled;  viz  : 

Notes  payable $37,458  67 

Bonds  payable 60  500  00 

Interest  bonds 600  00 


Amounting  in  all  to $98,458  57 

Settlements,  to  a  limited  extent  have  been  also 
been  made  with  creditors  holding  second  mort- 
gage Bonds  as  collateral,  by  which  they  have  re- 
ceived the  bonds  lodged  with  them  in  full  dis- 
charge of  their  claims,        ...,.:    .  ,   . 


stock  of  the  company  was  authorized  to  be  made 
by  the  State,  the  expected  proceeds  of  which  en- 
tered into  the  calculation  of  means  for  the  con- 
struction of  the  road ;  and  from  tho  want  of  that 
experience  and  training  necessary  to  success  in 
such  undertakings.  It  was  not  till  December 
1841  that  any  portion  of  the  road  was  brought 
into  operation.  In  1842,  28  miles  next  to  Cincin- 
nati were  opened  for  traflRc.  The  result  of  the 
early  operation  of  the  road  bears  but  feeble  com- 
parison to  its  recent  success.  The  total  earnings 
for  the  year  ending  December  1,  1843,  were  only 
$9,912.  The  cost  of  tho  road  at  that  date  was 
$480,384.  In  July,  1844,  the  road  was  further 
extended  to  Dccrfield,  a  di.st;inco  of  35  miles  from 
Cincinnati,  at  the  total  expenditure  $575,520  ;  and 
tho  total  earnings  for  that  year  were  $18,632.  In 
1845,  the  road  was  further  extended  to  Xenia,  a 
distance  of  G5  miles  at  a  total  cost  of  $815,753. 
The  income  for  the  same  time  was  $16,298.  On 
the  10th  of  August,  1846,  the  road  was  opened  to 
Springfield,  a  distance  of  84  miles. 

The  relaying  of  the  track  with  the  heavy  rail 
commenced  in  1849,  which  work  progressed  as 
follows : — 

Miles  relaid  in  1849 11 

"    1850 36 

"      "    1851 ^ 16 

"      "    1852 7i 

"        '•      "    1863 13i 

84 
The  construction  of  the  double  track  was  com- 
menced in  1862,  and  23  miles  were  graded  on 
the  first  day  of  Dec.  last,  and  the  work  is  still  in 
progress,  and  will  be  rapidly  pushed  forward  to 
its  completion,  for  which  a  loan  negotiated  by 
the  company  to  the  amount  of  $1,600,000  will 
furnish  ample  means. 

The  road  was  built  under  great  pecuniary  em- 
barrassments, and,  from  the  limited  means  of  the 
company,  in  a  very  faulty  and  imperfect  manner, 
which  required  a  large  expenditure  to  keep  it  up, 
while  at  the  same  time  it  was  impossible  to  work 
it  in  that  cflicient  manner  necessary  to  secure  full 
success.  As  soon  as  the  company's  affairs  allowed 
it,  they  commenced  the  reconstruction  of  the 
road.  The  most  important  improvement  eftected 
has  been  the  substitution  of  the  heavy  T  rail  for 
the  flat  bar.  This  and  other  improvements  have 
rendered  the  road  a  first  class  work  in  every  par- 
ticular. .;..-;... ;«-fr)£t-.^v>i 

The  improvements  called  for  by  the  imperfect 
manner  in  which  the  road  was  originally  con- 
structed accounts  for  the  large  and  steady  in- 
crease •(  the  cost  of  the  road.    •  -  -  .".;•'  ^■isi'l: 

ROUTE    AND    CONNECTrONS. 

The  roule  of  the  Little  Miami  Railroad  enters 
Cincinnati  by  the  only  practicable  one  on  the 
East.  The  lofty  range  of  hills  by  which  that  city 
is  surrounded,  terminating  upon  the  immediate 
bank  of  the  Ohio  River,  leaves  a  space  only  suf- 
ficient for  the  railway,  and  the  ordinary  highway. 
The  road  follows  the  bank  of  tho  river  for  about 
five  miles,  till  it  reaches  the  Little  Miami,  the  val-^ 
ley  of  which  it  follows  for  nearly  its  whole  length, 
over  a  country  well  adapted  to  the  easy  construc- 
tion of  a  railroad,  and  at  the  same  time  one  of 
the  most  fertile  and  densely  settled  portions  of 
the  SUte.  '  ""• 

The  possession  of  the  key  to  the  entrance  to 
Cincinnati  on  the  East,  adds  very  largely  to  the 


value  of  the  road.  The  early  date  at  which  the 
company  located  their  road  enabled  them  to  pro- 
cure the  right  of  way  into  the  city  at  a  merely 
nominal  tost,  but  which  at  the  present  time  could 
not  be  had  for  the  first  five  miles  out  of  the  city, 
with  the  improvements  made  by  the  company, 
short  of  two  million  of  dollars,  which  snm,  were 
the  road  to  be  constructed  at  the  present  time 
would  be  added  to  the  present  cost  of  the  work. 
From  its  location  it  consrqnontly  forms  the  trank 
into  the  city  of  the  railroads  in  progress  and  ope- 
ration on  the  East,  among  which  are  the  M&rietta 
and  Cincinnati,  the  Hillsboro  branch  of  the  above 
road,  and  the  Cincinnati,  Wilmington  and  Zanes- 
ville  roads  ;  the  former  of  which  enters  it  23,  and 
the  latter  30  miles  from  Cincinnati.  At  Xenia,  65 
miles  from  Cincinnati,  the  Columbus  and  Xenia 
Railroad  leaves  it.  These  three  roads  command 
the  trade  of  the  entire  South-Eaatern  portion  of 
the  State ;  while  the  Columbus  and  Xenia  Rail- 
road, in  connection  with  the  Little  Miami,  and  the 
Cleveland  and  Columbus,  forms  one  of  the  great 
lines  between  Cincinnati  and  Lake  Erie,  and 
is  now  the  leading  road  of  travel  between 
these  points.  At  Springfield,  the  road  also  con- 
nects with  the  Mad  River  and  Lake  Erie  Railroad, 
which  forms  a  part  of  another  route  to  the  Lake  at 
Sandusky  ;  and  with  the  Springfield  and  Delaware 
Line,  which  connects  with  tUe  Cleveland  and  Co- 
lumbus Road  at  Delaware,  cutting  off*  the  detour 
now  made  by  way  of  Colnmbus.  The  connections 
formed  by  the  Little  Miami  Railroad  are  of  the 
most  favorable  character,  and  contribute  very 
largely  to  its  receipts. 

The  road  fVom  having  been  recently  relaid  is  in 
a  good  (itate  of  repair.  Its  equipment  is  owned 
jointly  with  the  Columbus  and  Xenia,  the  two 
roads  being  now  run  together.  The  two  compa- 
nies own  31  locomotive  engines;  30  first  class 
passenger  cars ;  10  second  class  do.;  9  baggage 
cars ;  219  box  do.;  34  cattle  do.;  70  platform  do.; 
and  40  four-wheel  do. 

CHARACTER    OF    BUSINESS. 

The  receipts  of  the  above  road  have  been 
drawn  very  equally  from  passenger  and  freight. 
The  through  passenger  traffic  is  much  larger  than 
the  local.  The  freight  is  made  up  of  agricultural 
products,  going  chiefly  to  Cincinnati,  although 
there  is  a  large  through  movement.  The  principal 
articles  of  merchandize  transported  in  1853,  were, 
126,709  bbls.  flour;  418,280  bushels  of  grain;  46,- 
967  bbls.  pork  and  beef;  61,828  do.  whiskey ; 
51,000  tons  of  merchandize;  182,600  bushels  of 
lime ;  141,741  do.  of  coal  and  84,692  hogs. 

-     ,'!.'t  .      PONDED  DEBT.  ,/t^r- 

The  total  amount  of  funded  debt  on  the  first  <^ 
December  last  was  as  follows — 

6  per  cent,  loan  of  the  city  of  Cincin- 
nati redeemable  in  1880,  secured  by 
mortgage $100,000 

7  per  cent,  loan  contracted  in  1846,  re- 
deemable in  1856,  and  convertible ...     34,000 

Total  mortgage  bonds $134,000 

6  per  cent,  loan  redeemable  in  1866,  and 
not  convertible 61,000 

7  per  cent,  loan  redeemable  in  1858,  and 
not  convertible 135,000 

7  per  cent,  convertible  bonds,  redeemable 

in  1861 14,000 

6  per  cent.  mortgage,unconvertible  bonds, 
issued  on  the  second  day  of  May,  1863, 
and  payable  on  the  first  day  of  May, 
1888 1^,000 
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Of  the  last  issue  only  $138,000  had  beeu  sold 
on  the  first  day  of  December,  1883.  It  is  pro- 
posed, with  the  proceeds  of  the  above  bonds  to 
pay  oflf  all  the  other  iudebtednesa  of  the  company, 
making  the  cost  of  the  road,  the  amount  of  the 
capital  stock  and  the  convertible  bonds,  and  the 
last  named  loan.  The  interest  on  all  loan:ii  of  the 
company  is  payable  in  New  York.,^^!  i;' j;    j,. 

Below  we  give  a  copy  of  the  balance  sheet  from 
the  company's  ledger,  December  1st,  1853. 

Da.^To  Individual  Accounts S51,609  17 

To  Bills  Receivable .' 13,217  31 

To  CoL  and  Xenia  R.  R.  Stock 4i6,400  00 

To  Cincinnati  and   Hillsboro'  R.  R. 

Stock ,       11,716  66 

To  Springfield,  Mt.  Vernon  and  Pitt. 

R.  B.  Stock 150,000  00 

To  Cincinnati  and  Sandusky  R.  R. 

Stock l,2iX)  00 

To  Lake  Steamboat  Line 32,630  40 

To  Construction 2,231,380  18 

To  Passenger  Cars 56,479  18 

To  freight  Cars 165,193  13 

To  Real  EsUte  and  Depots 507,727  93 

To  Machinery 203,934  47 

To  Machine  and  Car  Shops 29,220  52 

To  Fuel  Account 19,520  63 

To  Interest  do 40,619  48 

To  Profit  and  Loss .*....       64,304  69 

To  Treasurer 74,164  01 


$3,706,264  98 


By  Individual  Accounts . .  .'.■ . ' S'96,436  52 

By  Loan  do 236,043  39 

By  Loan  of  City  of  Cincinnati.... 
By  Loan  of  1845  in  Bonds 

"      "      "  1846  "        "     

"      "      "  1848  "        "     

"      "      "  1861  "        "     

II      cc      «  1853  "        " 

By  Bills  Payable .*.'."..".'.'.     141,392  74 

By  Dividends  Unpaid 2,989  96 

By  Depreciation  and  Renewal  fund.       80,000  00 
By  Capital  Stock 2,668,402  37 


100,000  00 
34,000  00 
61,000  00 

135,000  00 
14,000  00 

138,000  00 


.  ■•:r-r^'r"<--  .       $3,706,264  98 

The  following  statement  will  show  the  expendi- 
tures and  receipts  for  the  year  ending  Dec.  Ist, 
1868,— 
To  Interest  Account,  for  Interest  paid 

on  Loans,  Notes,  &c $40,619  48 

To  Taxes,  tot  amount  of  Taxes,  for 

1853 18,229  54 

To  Profit  and  Loss,  for    losses   and 

damages  sustained  previous  to  Dec. 

1st,  1862 3,664  26 

To  Dividend  No.  15  (cash),  declared 

to  stockholders  for  6  months  ending 

May  31st,  1863 129,084  66 

To  Dividend  No.  16   (stock  or   cash), 

declared  to  stockholders,  for  6  mos. 

ending  Nov.  30th,  1853 133,081  43 

To  Balance 121,674  48 


$441,353  85 


36 


78 


5,887  87 


By  Bala|»ce,  for  Surplus,  Dec.  1,  1852  $43,256 
By  Transportation  Receipts,  net,  for 

the  year  ending  Nov.  30,  1853 352,132 

By  Columbus  and  Xenia  R.  R.  Stock 

Dividend,  for  Dividend  on  Balance 

Stock  due  and  issued  Co.  in  1853 . . 
By  Columbus  and  Xenia  R.  R.  Stwck 

Dividend,  for  5  per  cent.  Dividend, 

declared  June  1st,  1853... 19,300  00 

By  Columbus  and  Xenia  R.  R.  Stock 

Dividend,  for  6  per  cent.  Dividend, 

declared  Dec.  Ist,  1853 20,270  00 

By  Rent  Account,  for  Routs  received 

on  Properly 506  81 


li. 


By  Balance,  for  Surplob , 


$441,353  85 
.  $121,674  48 


Stalemenl  showing  the  Cost  ;  Mileage ;  Cost  per 
mik;  Gross  Receipts;  Current  Expenses;  Net  Re- 
ceipts;  rate  of  Dividend;  Receipts  from  Passen- 
gers; Receipts  from  Freight;  Miscellaneous; 
Earnings  per  mile;  percentage  of  gross  Earn- 
ings ;  Do.  of  net  Earnings,  of  the  Little  Miami 
Railroad  since  the  ojpening  of  the  first  •iiviiian  to 
the  present  time,    i  ?..■•  :;-^  ^  .'i  \''  [• 
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and 
Equipment. 


Length  in  Miles. 


Cost  &c.,  per 
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Net  Receipts. 
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Hew  York  and  New  Harea  Rallreadt 

A  notice  of  the  several  meetings  of  the  stock- 
holders of  the  New  York  and  New  Haven  Rail- 
road, recently  h'.ld  in  this  city  aud  New  Haven,  is 
excluded  from  our  present  issue  by  press  of  other 
matter,  but  will  appear  next  week.  The  meeting 
at  New  Haven  voted  not  to  assume  the  Schuyler 
stock,  by  a  stock  vote  of  7,635  to  4,386. 


General  Railroad   1. a«r  of  OHIo. 

"We  give  below  the  XIII.  article  of  the  new  con- 
stitution of  Ohio  adopted  Jan'y  3d,  1861,  provid- 
ing for  the  organization  of  corporations,  under 
which  the  subjoined  list  of  railroads  have  been 
organized. 

Sec.  1.  The  (Seneral  Assembly  shall  pass  no 
special  act  conferring  corporate  powers. 

Sec.  2.  Corporations  may  b«  formed  under  ge- 
neral laws ;  bat  all  such  laws  may,  from  time  to 
time,  be  altered,  or  repealed. 

Sec.  3.  Does  from  corporations  shall  be  select- 
ed, by  such  individual  liability  of  the  stockhold- 
ers, and  other  means  as  may  be  prescribed  by 
law ;  but,  in  all  cases,  each  stockholder  shall  be 
liable,  over  and  above  the  stock  by  him  or  her 
owned,  and  any  amount  unpaid  thereon,  to  a  fur- 
ther sum,  al  least  equal  in  amount  to  such  stock. 

Sec.  4.  The  property  of  corporations,  now  ex- 
isting or  hereafter  created,  shall  forever  be  sub- 
ject to  taxation,  the  same  as  the  property  of  indi- 
viduals. 

Sec.  5.  No  right  of  way  shall  be  appropriated 
to  the  use  of  any  corporation,  until  Ml  compensa- 
tion therefor  be  first  made  in  money,  or  first  se- 
cured by  a  deposit  of  money,  to  the  owner,  irre- 
spective of  any  benefit  from  any  improvement 
proposed  by  such  corporation :  which  compensa- 
tion shall  be  ascertained  by  a  Jury  of  twelve  men, 
in  a  court  of  record,  as  shall  be  prescribed  by 
law. 

Sec.  6.  The  Qenerad  Assembly  shall  provide 
for  the  organization  of  cities,  and  incorporated 
villages,  by  general  laws ;  and  restrict  their  power 
of  taxation,  assessment,  borrowing  money,  con- 
tracting debts  and  loaning  their  credit,  so  as  to 
prevent  the  abuse  of  such  power. 

Sec.  7.  No  act  of  the  General  A^embly, 
authorizing  associations  with  banking  powers, 
shall  take  efi'ect,  until  it  shall  be  submitted  to  the 
people,  at  the  general  election  next  succeeding 
the  passage  thereof,  and  by  approved  by  a  majori- 
ty of  all  the  electors,  voting  at  such  election. 


Below  we  giVe  a  copy  of  the  general  Railroad 
Law  of  Ohio,  under  the  new  constitution. 

Sec.  1.  Be  it  enacted  by  the  General  Assembly  of 
the  Slate  of  Ohio,  That  any  number  of  natural  per- 
sons, not  less  than  five,  may  become  a  body  corpo- 
rate, with  all  the  rights,  privileges  and  powers 
conferred  by,  and  subject  to  all  the  restrictions  of 
this  act. 

Sec.  2  That  any  number  of  persons  as  aforesaid, 
associating,  to  form  a  company  for  the  purpose  of 
constructing  a  railroad,  shall  under  their  hands 
and  seals,  make  a  certificate,  which  shall  8i>ecU"y 
as  follows  : — 

1st.  The  name  assumed  by  such  company,  and 
by  which  it  shall  be  known.  2d.  The  name  of 
the  place  of  the  termini  of  said  road,  aud  the 
county  or  counties  through  which  such  road  shall 
pass.  3d.  The  amount  of  capital  stock  necessary 
to  construct  such  road.  Such  certificates  shall  be 
acknowledged  before  a  justice  of  the  peace,  and 
certified  by  the  clerk  of  the  Court  of  Conmion 
Pleas,  and  shall  be  forwarded  to  the  Secretary  of 
State,  who  shall  record  and  carefully  preserve  the 
same  iu  his  office  ;  and  a  copy  thereof,  duly  certi- 
fied by  the  Secretary  of  State,  under  the  great 
seal  of  the  State  of  Ohio,  shall  be  evidence  of  the 
existence  of  such  company. 

Sec.  3.  That  when  the  foregoing  provisions  have 
been  complied  with,  the  persons  named  as  corpo- 
rators in  said  certificate,  are  hereby  authorized  to 
carry  into  efi'ect  the  objects  named  iu  said  certifi- 
cate, in  accordance  with  the  provisions  of  this  act; 
and  they  and  their  associates,  successors  and  as- 
signs, by  the  name  and  style  provided  in  said  cer- 
tificate^ shall  thereafter  be  deemed  a  bu<Jy  corpo- 
rate, with  sncces.sion,  with  power  to  sue  and  be 
sued,  plead  and  be  impleaded,  defend  and  be  de- 
fended, contract  and  be  contracted  with,  acquire 
and  convey,  at  pleasure,  all  such  real  and  personal 
estate  as  may  b«  necessary  and  convenient  to  car- 
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ry  into'effect  the  objects  of  the  incorporation,  to 
,  make  and  use  a  common  seal,  and  the  same  to  al- 
ter at  pleasure;  and  do  all  needful  acts  to  carry 
into  effect  the  object  for  which  it  was  created ; 
and  such  company  shall  possess  all  the  powers, 
and  be  subject  to  all  the  rules  acd  restrictions  pro- 
vided by  this  act. 

Sec.  4.  Said  corporations  shall  be  authorized  to 
construct  and  maintain  a  railroad,  with  a  single  or 
double  (rack,  with  such  side  tracks,  turn-outs,  of- 

-  fices  and  depots,  as  they  may  deem  necessary,  be- 
tween the  points  named  in  the  certificate,  commenc- 
ing at  or  within  and  extending  to  or  into  any  iowa. 
city  or  village,  named  as  the  place  of  the  termini 
•f  such  road,  and  construct  branches  from  the 
main  line  to  other  towns  or  places  within  the  lim- 
its of  any  county  through  which  said  road   may 

-  pass. 

Sec.  5.  The  capital  stock  of  snch  company  shall 
bo  divided  into  shares  of  fifty  dollars  each,  and 
consist  of  such  sum  as  may  be  named  in  the  certifi- 
cate ;  such  shares  shall  be  regarded  as  personal 
property,  and  shall  be  subject  to  execution  at  law. 
Sec.  6.  An  instalment  of  five  dollars  on  each 
share  of  stock,  shall  be  payable  at  the  time  of 
making  the  subscription,  and  the  residue  thereof 
shall  be  paid  in  such  instalments,  and  at  such 
times  and  {>Iaces,  and  to  such  person,  as  may  be 
required  by  the  directors  of  such  company. 

Sec.  7.  If  any  instalment  of  stock  shall  remain 
unpaid  for  sixty  days  after  the  timo  it  may  be  re- 
quired, whether  such  stock  is  held  by  an  assignee, 
transferred,  or  the  original  subscriber,  the  same 
may  bo  collected  by  action  of  debt,  or  the   direc- 
tors may  sell  the  stock  so  unpaid  at  public  auction 
for  the  instalment  then  due  thereon  ;  first  giving 
thirty  days  public  notice  of  the  time  and  place  of 
sale  in  some  newspaper  in  general  circulation  in 
the  country  where  such  delinquent  stockholder 
resided  at  the  time  of  making  such  subscription, 
or  becoming  such  assignco  or  transferee,  or  of  his 
actual  residence  at  the  time  of  said  sale;  or,  if 
such    stockholder    reside    out    of     the     State, 
snch  publication  shall  bo  made  in  the    county 
where  the  principal  office  of  the  company  is  locat- 
ed :  and  if  any  residue  of  money  shall  remain,  af- 
ter paying  the  amount  due  on  said  stock,  the  same 
shall,  on  demand  be  paid  over  to  the  owner;  if  the 
whole  of  said  instalment  bo  not  paid  by  snch  sale, 
the  remainder  shall  be  recoverable  by  an  action  of 
debt  against  the  subscriber,  assignt^o  or  transferee. 
Sec.  8.    That  whenever  any  railroad  company 
heretofore  incorporated,  or  created  and  incorporat- 
ed under  the  provisions  of  this  act,  shall,  in  the 
opinion  of  the  directors  thereof,  require  an  increas 
ed  amount  of  capital  stock,  they  shall,  if  author- 
ized by  the  holders  of  a  majority  of  the  stock,  file 
with  the  auditor  of  State,  a  certificate,  setting  forth 
the  amount  of  such  desired  increa.se,  and  thereaf- 
ter such  company  shall  be  entitled  to  have  such 
increased  capital,  as  is  fixed  by  said  certificate. 

Sec.  9.  That  the  persons  named  in  said  certifi- 
cate of  incorporation,  or  any  three  of  them,  shall 
bo  authorized  to  order  books  to  be  opened  for  re- 
ceiving subscriptions  to  the  capital  stock  of  said 
company  at  snch  time  or  times,  and  at  such  place 
or  places,  as  they  may  deem  expedient,  after  hav- 
ing given  at  least  thirty  days'  notice,  in  a  news- 
paper published  or  generally  circulated  in  one  or 
more  counties  where  books  of  subscription  are  to 
be  opened,  of  the  time  and  place  of  opening  books; 
and  so  soon  as  ten  per  centum  on  the  capital  stock 
Nhall  be  subscribed,  they  may  give  like  notice  for 
the  stockholders  to  meet  at  such  time  and  place 
as  they  may  designate,  for  the  purpose  of  choos- 
ing seven  directors,  who  shall  continue  in  office 
until  the  timo  fixed  for  the  annual  election,  and 
until  their  successors  are  chosen  and  qualified ;  at 
Iho  time  and  place  appointed,  directors  shall  be 
chosen,  by  ballot,  by  such  of  the  stockholders  as 
shall  attend  for  that  purpose,  either  in  person  or 
by  lawful  proxies ;  each  share  shall  entitle  the 
owner  to  one  vote,  and  a  plurality  of  votes  shall 
bo  necessary  for  a  choice  ;  but  after  the  first  elec- 
tion of  directors,  no  person  shall  vote  on  any  share 
(on)  whicli  any  instalment  is  due  and  unpaid. — 
The  persons  named  in  such  cortiQcate,  or  snob  of 
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them  as  may  be  present,  shall  be  inspectors  of  such 
election,  and  shall  certify  what  persons  are  elect- 
ed directors,  and  appoint  the  time  and  place  for 
holding  their  first  meeting ;  a  majority  of  said  di 
rectors  shall  form  a  board,  and  be  competent  to 
fill  vacancies  in  their  board,  make  by-laws,  and 
transact  all  business  of  Ihe  corporation ;  a  new 
eleciion  shall  be  annually  held  for  directors,  at 
such  time  and  place  as  the  stockholders,  at  their 
first  meeting,  shall  determine,  or  as  the  by-laws  of 
the  corporation  may  require;  and  the  directors 
chosen  at  any  election,  shall,  so  soon  thereafter  as 
may  be  convenient,  choose  any  one  of  their  num- 
ber to  be  president,  and  shall  appoint  a  secretary 
and  treasurer  of  the  corporation.  The  directors 
before  entering  on  their  duties,  shall  each  take  an 
oath,  or  affirmation,  faithfully  to  discharge  bis  du- 
ties, and  they  shall,  from  time  to  lime,  make  such 
dividendsof  the  profits  of  said  company  as  they 
may  think  proper. 

Sec.  10.  Such  corporation  is  authorized  to  enter 
upon  any  land,  for  the  purpose  of  examining  and 
surveying  its  railroad  line,  and  may  appropriate 
so  much  thereof  as  may  be  deemed  necessary  for 
its  railroad,  including  necessary  side  tracks,  depots 
and  workshops,  and  water  stations,  materials  for 
construction,  except  timber,  a  right  of  way  over 
adjacent  lands,  sufficient  to  enable  said  company 
to  construct  cind  repair  its  road,  and  a  right  to 
conduct  water  by  aqueducts,  and  the  right  of 
making  proper  drains ;  but  no  appropriation  of 
private  property  to  the  use  of  any  corporation 
provided  for  in  this  act,  shall  be  made,  in  money, 
or  first  secured  by  deposite  of  money,  to  the  own- 
er or  owners,  irrespective  of  any  benefit  from  any 
improvement  proposed  by  such  corporation,  'a 
shall  be  prescribed  by  law. 

Sec.  11.  That  whenever  any  railroad  company 
heretofore  incorporated,  or  which  may  hereafter  be 
incorporated,  shall  find  it  necessary,  for  the  purpose 
of  avoiding  annoyance  to  public  travel,  or  danger- 
ous or  difficult  curves  or  grades,  or  unsafe  or  un- 
substantial grounds  or  foundations,  or  for  other 
reasonable  causes,  to  change  the  location  of  grade 
of  any  portion  of  their  road,  whether  heretofore  or 
horeafler  to  be  made,  such  railroad  companies  shall 
be  and  are  hereby  anthorised  to  make  such  changes 
of  grade  and  location,  not  departing  from  the  gene- 
ral route  prescribed  in  the  certificate  of  such  com- 
pany ;  and  for  the  purpose  of  making  any  such 
change  in  the  location  and  grades  of  any  such  road , 
as  aforesaid,  such  company  shall  have  all  the  rights, 
powers  and  privileges,  to  enter  upon  and  take  and 
appropriate  such  lands,  and  make  surveys  neces- 
sary to  effect  such  changes  and  grades,  upon  the 
same  terms,  and  be  subject  to  the  same  obliga- 
tions, rules  and  regulations,  as  are  prescribed  by 
law,  and  shall  also  be  liable,  in  damages,  when 
any  have  been  caus«d  by  such  change,  to  the 
owners  of  the  lands  upon  which  such  road  was 
heretofore  constructed,  to  be  ascertained  and  paid 
or  deposited  as  aforesaid  ;  but  no  damages  shall 
be  allowed,  unless  claimed  within  thirty  days  af- 
ter actual  notice  of  such  intended  change,  shall  be 
given  to  such  owner  or  owners,  if  residing  on  the 
premises,  or  notice  by  publication  in  some  news- 
paper in  general  circulation  in  the  country,  if  non- 
resident. 

Sec.  12.  If  it  shall  be  necessary,  in  the  location 
of  any  part  of  any  railroad,  to  occupy  any  road, 
street,  alley,  or  public  way,  or  ground  of  any  kind, 
or  any  part  thereof,  it  shall  be  competent  for  the 
municipal  or  other  corporation  or  public  officer,  or 
public  authorities,  owning  or  having  charge  there- 
of, and  the  railroad  company,  to  agree  upon  the 
manner  and  upon  the  terms  and  conditions  upon 
which  the  same  may  be  used  and  occupied ;  and 
if  said  parties  shall  be  unable  to  agree  thereon, 
and  it  shall  be  necessary,  in  the  judgment  of  the 
directors,  of  snch  railroad  company,  to  use  or  oc- 
cupy such  road,  street,  alley  or  other  public  way 
or  ground,  such  company  may  appropriate  so  much 
of  the  same  as  may  be  necessary  for  the  purposes 
of  such  road,  in  the  same  manner,  and  upon  the 
same  terms,  as  is  provided  for  the  appropriation  of 
the  property  of  individuals,  by  the  10th  section  of 
this  act. 


Sec.  13.  Such  corporation  may  demand  and  re- 
ceive for  the  transportation  of  passengers  on  said 
road,  not  exceeding  three  cents  per  mile,  and  for 
the  transportation  of  property,  not  exceeding  five 
cents  per  ton  per  mile,  when  the  same  is  transport- 
ed a  distance  of  thirty  miles  or  more ;  and  in  case 
the  same  is  transported  for  a  distance  less  than 
thirty  miles,  such  reasonable  rate  as  may  be  from 
time  to  time  fixed  by  said  company,  or  prescribed 
by  law. 

Sec.  14.  Such  company  shall  have  power  to 
borrow  money  on  the  credit  of  the  corporation,  not 
exceeding  its  authorised  capital  stock,  at  a  rate  of 
interest  not  exceeding  seven  per  cent,  per  annum, 
and  may  execute  bonds  or  promissory  notes  there- 
for, in  sams  of  not  less  than  one  hundred  dollars , 
and  to  secure  the  payment  thereof,  may  pledge 
the  property  and  income  of  such  company. 

Sec.  1^.  Such  company  may  acquire  by  pur- 
chase or  gift,  any  lands  in  the  vicinity  of  said  road 
or  through  which  the  same  may  pass,  so  far  as 
may  be  deemed  necessary  or  convenient  by  said 
company  to  secure  the  right  of  way,  or  such  as 
may  be  granted  to  aid  in  the  construction  of  such 
road,  and  the  same  to  hold  or  convey  in  such 
manner  as  the  directors  may  prescribe ;  and  all 
deeds  and  conveyances  made  by  such  company, 
shall  be  signed  by  the  president,  under  seal  of  the 
corporation ;  and  any  existing  railroad  corporation 
may  accept  the  provisions  of  this  act,  and  after 
such  acceptance,  all  conflicting  provisions  of  their 
respective  charters  shall  be  null  and  void. 

Sec.  16.  It  shall  be  lawful  for  such  corporation 
whenever  it  shall  be  deemed  necessary,  in  the  con- 
struction of  snch  road,  to  cross  any  road  or  stream 
of  water  to  divert  the  same  from  its  present  loca- 
tion or  bed ;  but  said  corporation  shall  without 
unnecessary  delay,  place  such  road  or  stream  in 
such  condition  as  not  to  impair  its  former  useful- 
ness. 

Sec.  17.  Such  corporation  shall,  as  soon  as  con- 
venient after  its  organization,  establish  a  principal 
office  at  Bono  point  on  the  line  of  its  road,  and 
change  the  same  at  pleasure,  giving  public  no- 
tice in  some  newspaper  of  such  establishment  or 
change. 

Sec.  18.  Every  company  organized  under  this 
act,  shall  be  required  to  erect,  at  all  points  whore 
their  road  shall  cross  any  public  road  at  a  suffi- 
cient elevation  from  such  road  to  admit  of  the  free 
passage  of  vehicles  of  every  kind,  a  sign  with 
large  and  distinct  letters  placed  thereon,  to  give 
notice  of  the  proximity  of  the  railroad,  and  warn 
persons  of  the  necessity  of  looking  out  for  the 
cars ;  and  any  company  neglecting  or  refusing  to 
erect  such  sign,  shall  be  liable  in  damages  for  all 
injuries  occurring  to  persons  or  property  from  each 
neglect  or  refusal ;  and  each  railroad  company 
shall  be  required  to  fence  its  roads,  with  a  good 
substantial  wooden  fence,  under  such  rale  as  the 
county  commissioners  of  the  several  counties 
through  which  the  same  may  pass  shall  pres- 
cribe. 

Sec.  19.  That  each  and  every  raihroad  compa- 
ny, incorporated  under  this  act  shall  annually  in 
the  month  of  January,  make  a  full  report  of  the 
condition  of  its  affairs,  to  the  Auditor  of  state, 
showing  the  amount  of  capital  stock  of  such  com- 
pany, the  gross  amount  of  tolls  or  receipts  during 
the  previous  year,  the  costs  of  repairs  and  inciden- 
tal expenses,  the  net  amount  of  profits,  and  the  di- 
vidends made ;  with  such  other  facts  as  may  be  ne- 
cessary to  a  full  statement  of  the  affairs  and  condi- 
tions of  such  road ;  and  the  Auditor  shall  annually 
present  an  abstract  copy  of  such  report  to^he  gen- 
eral assembly. 

Sec.  20.  That  whenever  the  line  of  any  railroad 
company  now  existing,  or  which  may  hereafter  or- 
ganize under  this  act,  shall  cross  any  canal,  or  any 
navigable  water,  the  said  company  shall  file  with 
the  "  board  of  public  workis,"  or  with  tho  acting 
commissioners  thereof,  having  charge  of  the  pub- 
lic works  where  such  crossing  is  proposed,  the  plan 
of  the  bridge,  and  other  fixtures  for  crossing  such 
canal  or  navigable  water,  di.signating  the  place  of 
crossing ;  and  if  the  said  board  or  acting  commis- 
aioner  thereof,  shall  approve  of  such  plan,  he  shall 
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notify  such  company,  in  writing  of  such  approval; 
but  if  the  said  board  or  acting  .commissioners,  shall 
disapprove  such  plan,  or  fail  to  approve  the  same 
within  twenty  days  from  the  filing  thereof,  then  it 
shall  be  lawful  for  such  company  to  apply  to  the 
court  of  common  pleas,  or  any  judge  thereof  in  va- 
cation, and  upon  reasonable  notice  being  given  to 
the  board  of  public  works,  or  said  acting  commis- 
sioner, said  court  or  judge  shall,  upon  a  good  cause 
shown,  appoint  a  competent  disinterested  engineer 
not  a  resident  of  any  country  through  which  said 
road  passes,  to  examine  such  crossing,  and  pre- 
scribe the  plan  and  condition  thereof,  so  as  not  to 
impede  navigation ;  and  such  engineer  shall,  with- 
in twenty  days  from  his  appointment,  make  his  re- 
turn to  the  court  of  common  pleas  of  the  county 
where  such  crossiog  is  to  be  made  subject  to  ex- 
ceptions by  either  party,  and  thereupon  the  court 
shall  at  the  next  term  after  the  filing  of  said  return 
proceed  to  examine  the  same,  and  unless  good 
cause  is  shown,  shall  approve  and  confirm  the 
same  ;  and  such  order  or  confirmation  shall  be  snf- 
ficienlpauthority,  for  the  erection  use  and  occupancy 
of  such  bridge,  in  accordance  with  such  plan ;  pro- 
vided, that  no  railroad  company  shall  be  author- 
ized to  construct  a  permanent  bridge  over  any  ca- 
nal of  this  state  which  shall  be  less  than  ten  feet  in 
the  clear  above  the  top  water  line  of  said  canal ; 
and  the  piers  and  abutments  of  such  bridge  shall 
be  placed  so  as  not  in  any  manner  to  contract  the 
width  of  the  canal,  or  interfere  with  free  passage 
on  the  towing  path. 

Sec.  21.  That  whenever  the  lines  of  railroad  of 
any  railroad  companies,  in  this  state  or  any  por- 
tion of  such  lines,  have  been  or  may  be  construct- 
ed, so  as  to  admit  the  passage  of  burden  or  pas- 
senger cars  over  two  or  more  of  such  roads  con- 
tinuously without  break  or  interruption,  such  com- 
panies are  hereby  authorized  to  consolidate  them- 
selves into  a  single  corporation,  in  the  manner  fol- 
lowing : 

I.  The  directors  of  said  two  or  more  corporations 
may  enter  into  an  agreement,  under  the  corporate 
seal  of  each,  for  the  consolidation  of  the  said  two 
or  more  corporations,  prescribing  the  terms  and 
conditions  thereof;  the  mode  of  carrying  the  same 
into  efiect ;  the  name  of  the  new  corporation  ;  the 
number  of  the  directors  thereof,  which  shall  not 
exceed  thirteen  ;  the  time  and  place  of  holding  the 
firstelection  for  directors;  and  the  number  of  shares 
of  capital  stock  in  the  new  corporation;  the 
amount  of  each  share ;  the  manner  of  converting 
the  shares  of  capital  stock  in  each  of  said  two  or 
more  corporations  into  shares  in  such  new  corpo- 
ration ;  the  manner  of  compensating  stockholders 
in  each  of  said  two  or  more  corporations  who  re- 
fuse to  convert  their  stock  into  the  stock  of  sueh 
new  corporation ;  with  such  other  details  as  they 
shall  deem  necessary  to  perfect  such  consolidation 
ol  said  corporations;  and  such  new  corporation 
shall  possess  all  the  powers,  rights  and  franchises, 
conferred  upon  such  two  or  more  corporations,and 
shall  be  subject  [to]  all  the  restrictions,  and  p«r- 
form  all  tbs  duties,  imposed  by  the  provisions  of 
this  act ;  provided,  that  all  stockholders  in  either 
of  such  corporations  who  will  refuse  to  convert 
their  stock  into  the  stock  of  such  new  corporation, 
shall  be  paid  at  least  par  value  for  each  of  the 
shares  so  held  by  them,  if  they  shall  so  require, 
previous  to  said  consolida  ion  being  consummated. 

II.  Such  agreement  of  the  directors  shall  not  be 
deemed  to  be  the  agreement  of  the  said  two  or  more 
corporations,  until  after  it  has  been  submitted  to 
the  stockholders  of  each  of  pnid  corporations,  sep- 
arately, at  a  meeting  thereof;  to  bo  called  upon  a 
notice  of  at  least  thirty  days ;  specifying  the  time 
and  place  of  such  meeting,  and  the  objcQt  thereof, 
to  be  addressed  to  each  of  such  stockholders, when 
their  place  of  residence  is  known,  and  deposited  in 
the  postoflQce,  and  published  for  at  least  three  suc- 
cessive weeks  in  one  newspaper  in  at  least  one  of 
the  cities  or  towns  in  which  each  of  said  corpora- 
tion has  its  principal  office  of  business,  and  has 
been  sanctioned  by  such  stockholders,  by  a  vote  of 
at  least  two-thirds  in  amount  of  the  stockholders 
present  at  such  meeting,  voting  by  ballot,  in  re- 
yard  to  such  agreeweut,  eltber  In  perwoorby 


proxy,  each  share  being  entitled  to  one  vote ;  and 
when  such  agreement  of  the  directors  has  been  so 
sanctioned  by  each  of  the  meetings  of  the  stock- 
holders separately,  after  boing  submitted  to  such 
meetings  in  the  manner  above  mentioned,  then 
such  agreement  of  the  directors  shall  be  deemed 
to  be  the  agreement  of  the  said  two  or  more  corpo- 
tions. 

Sec.  22.  Upon  making  the  agreement  mentioned 
in  the  preceding  section,  in  the  manner  required 
therein,  and  filing  a  duplicate  or  counterpart 
thereof  in  the  ot&ce  of  the  Secretary  of  Stali,  the 
said  two  or  more  corporations  mentioned  or  re- 
ferred to  in  the  said  first  section,  shall  be  merged 
in  the  new  corporation  provided  for  in  such  agree- 
ment, to  be  known  by  the  corporate  name  therein 
mentioned,  and  the  details  of  such  agreement  shall 
be  carried  into  eflfect,  as  provided  therein. 

Sac.  23.  Upon  the  election  of  the  first  board  of 
directors  of  the  corporation  created  by  the  agree- 
ment in  the  twenty-first  section  of  this  act  men- 
tioned, and  by  the  provisions  of  this  act,  all  and 
singular  the  rights  and  franchises  of  each  and  all 
of  said  two  or  more  corporations,  parties  to  such 
agreement,  all  and  singular  their  rights  and  inter- 
ests, in  and  to  every  species  of  property,  real,  per- 
sonal and  mixed,  and  things  in  action  shall  be 
deemed  to  be  transferred  to  and  vssted  in  such 
new  corporation,  without  any  other  deed  or  trans- 
fer ;  and  such  new  corporation  shall  hold  and  enjoy 
the  same,  together  with  the  right  of  way,  and  all 
other  rights  of  property,  in  the  same  manner,  and 
to  the  same  extent,  as  it  the  said  two  or  more  cor- 
porations, parties  to  such  agreement,  should  have 
continued  to  retain  the  title,  and  transact  the  bu- 
siness of  such  corporations ;  and  the  titles  and  the 
real  estate  acquired  by  either  of  said  two  or  more 
corporations,  sball  not  be  deemed  to  revert  or  bt; 
impaired  by  means  of  anything  in  this  act  contain- 
ed ;  Provided  that  all  rights  of  creditors,  and  all 
liens  upon  the  property  of  either  of  said  corpora- 
tions, parties  to  said  agreement  shall  be  and  here- 
by are  preserved  unimpaired ;  and  the  respective 
corporations  shall  continue  to  exist  so  far  as  may 
be  necessary  to  enforce  the  same  ;  and  provided 
further,  that  all  debts,  liabilities  and  duties  of 
either  company  shall  henceforth  attach  to  such 
new  corporation,  and  be  enforced  from  the  same, 
to  the  extent  and  in  the  same  manner,  as  if  such 
debts,  liabilities  aud  dues,  had  been  originally  in- 
curred by  it. 

Sec.  24.  Any  railroad  company  heretofore  or 
hereafter  incorporated,  nftiy  at  any  time,  by  means 
of  subscription  to  the  capital  of  any  other  compa- 
ny, or  otherwise,  aid  such  company  in  the  con- 
struction of  its  railroad,  for  the  purpose  of  forming 
a  connection  of  said  last  mentioned  road,  with  the 
road  owned  by  the  company  furnishing  said  aid ; 
or  any  railroad  company  organized  in  pursuance 
of  law,  may  lease  or  purchase  any  part  or  all  of 
any  railroad  constructed  by  any  other  company,  if 
said  companies'  lines  of  road  are  contiguous  or 
connected  as  aforesaid,  upon  such  terms  and  con- 
ditions as  may  ba  agreed  on  between  said  conpa- 
nies  respectively ;  or  any  two  or  more  railroad 
companies  whose  lines  are  so  connected,  may  enter 
into  any  arrangement  for  their  common  benefit, 
consistent  with  and  calculated  to  promote  the  ob- 
jects for  which  they  were  created ;  provided  that 
no  such  aid  shall  be  furnished,  nor  any  such  pur- 
chase, lease  or  arrangement  perfected,  until  a 
meeting  of  the  stockholders  ol  each  of  said  compa- 
nies shall  have  been  called  by  the  directors  there- 
of, at  such  time  and  place,  and  in  such  manner  as 
they  shall  designate,  and  the  holders  of  at  least 
two  thirds  of  the  stock  of  such  company  represent- 
ed at  such  meeting,  in  person  or  by  proxy,  and 
voting  thereat,  shall  have  assented  thereto. 

Sec.  25.  The  commissioners  of  any  county,  the 
city  or  town  council  of  any  city  or  town,  and  the 
trustees  of  any  township,  which  county,  city,  town 
or  township,  has  heretofore  subscribed  to  the  capi- 
tal stock  of  any  railroad  company,  or  turnpike,  or 
plank  road  company,  and  have  issued,  or  may 
hereafter  issue  any  bonds  for  the  payment  of  such 
subscription,  are  hereby  authorized  to  sell  the  said 
•tock,  or  any  psut  thereof  and  on  suoh  tonos  as 


they  shall  deem  to  be  the  interest  of  said  county, 
city,  town,  or  township,  respcclivcly,  and  may  ap- 
ply the  proceeds  of  such  sale  to  the  payment  of 
the  bonds  by  such  county,  city,  town,  or  township, 
respectively  subscribed. 

Sec.  26.  That  every  railroad  company  in  this 
State,  shall  cause  all  its  trains  of  cars  for  passen- 
gers, to  entirely  stop,  upon  each  arrival  at  a  sta- 
tion advertised  by  such  company  as  a  station  for 
receiving  passengers  upon  such  trains,  at  least  one 
half  of  one  minute;  and  every  company,  and  every 
person  in  the  employment  of  such  company ,  that 
shall  violate,  or  cause  or  permit  to  be  violated,  the 
provisions  of  this  section,  shall  be  liable  to  a  for- 
feiture of  not  more  than  one  hundred  dollars,  nor 
less  than  twenty  dollars ;  to  be  recovered  in  au  ac- 
tion of  debt,  upon  the  complaint  of  any  person,  be- 
fore any  justice  of  the  peace  of  the  county  in  which 
such  violation  shall  occur :  and  in  all  cases  in 
which  a  forfeiture  shall  occur  under  the  provisions 
of  this  section,  the  company  whose  agent  shall 
cause  or  permit  such  violation,  shall  be  liable  to 
the  amount  of  such  forfeiture,  and  in  all  cases,  the 
conductor  upon  such  trains  shall  be  held  prima 
facie  to  have  caused  the  violation  of  this  section, 
which  may  occur  upon  the  train  in  bis  charge ; 
said  forfeiture  to  be  recovered  in  the  name  of  the 
State  of  Ohio,  for  the  use  of  common  schools. 

Additional  Act  in  reference  to  the  xale  of  Railroad 
Bonds,  passed  Dec.  \btk,  1852. 
Be  it  enacted  by  the  General  AsisenMy  of  the  Stale 
of  Ohio,  That  the  Directors  of  any  Railroad  Com- 
pany authorized  to  borrow  money  and  to  execute 
bonds  or  promissory  uotes  therefor,  fihall  be,  and 
they  are  hereby  authorized  to  sell,  negotiate  .mort- 
gage or  pledge  such  bonds  or  notes,  as  well  as  vaj 
uotes,  bonds,  scrip,  or  certificates,  for  the  payment 
of  money  or  property  which  such  company  may 
have  heretofore  received,  or  shall  hereafter  re- 
ceive, as  donations,  or  in  payment  of  subscriptions 
to  the  capital  stock,  or  for  other  dues  of  such  com- 
pany, at  such  times  and  in  such  places,  cither 
within  or  without  tlie  State,  and  at  such  rates  and 
for  such  prices  as  in  the  opinion  of  said  directors 
will  best  advance  the  interests  of  such  comjtany  ; 
and  if  such  notes  or  bonds  are  thus  sold  at  a  dis- 
count, such  sale  shall  be  as  valid  in  every  resjKJCt 
and  such  securities  as  binding  for  the  respective 
amounts  thereof,  as  if  they  were  sold  at  th^ir  par 
value. 

Additional   Act  relating  to  the  issue  and  sale  of 
mortgage  bonds,  passed  Febuary  9th,  1863. 

Be  it  enacted  by  the  Gtncral  Assembly  of  the  State 
of  Ohio,  That  in  all  cases  where  any  railroad  com- 
pany organized,  or  hereafter  to  be  organized, under 
any  law  of  this  State,  or  owning  any  real  and  per- 
sonal estate  therein,  which  has  by  virtue  of  any 
special  provisions  in  its  cnarter,  of  the  act  "  regu- 
lating railroads,"  passed  February  11,  t^48,  or  of 
the  act  "  to  provide  for  the  creation  and  regulation 
of  incorporated  companies  in  the  State  of  Ohio," 
passod  May  1,  1852,  authority  to  borrow  money, 
and  to  secure  the  payment  thereof,  to  pledge  the 
property  and  income  of  such  company,  every  such 
company  may  execute  a  deed  of  mortgage,  or 
other  instrumeutin  writing,  for  the  purpose  of  se- 
curing the  payment  of  the  loan  of  money  so  made, 
or  the  notes,  bonds,  or  other  evidences  of  indebt- 
edness that  may  bo  so  issued  by  said  company 
therefor,  which  said  mortgage  may  include  the 
personal  as  well  as  the  real  property  of  said  com- 
pany. 

That  in  all  cases  where  a  mortgage  has  been  or 
may  hereafter  be  executed  upon  any  portion  of 
the  personal  and  real  property  of  any  railroad 
company  within  this  State,  by  the  proper  officers 
of  the  same,  to  secure  the  payment  of  any  loans  of 
money,  or  advances  of  material  or  labor  made  to 
said  company,  it  shall  be  held  to  be  a  snfllcientre- 
cord  of  the  same,  to  have  the  same  recorded  in 
the  office  of  the  Recorder  of  Deeds,  in  each  of  the 
counties  in  which  said  real  and  personal  property 
may  be  situated  or  employed,  aud  said  mortgage 
so  recorded,  shall  be  held  to  be  a  good  and  nub- 
stantial  lien  from  the  date  of  the  record  of  the 
same  in  each  county  where  the  lante  is  recorded, 


'■i^  !i'. 


712 


^'V^^■'•. 


AM£K1CAN    RAIJLROAD    JOUANAI.. 


as  well  upon  the  persoual,  as  the  real  property  of 

said  company. 

AdditioiuU  Act   in  reference  to  the  sale  of  mortgage 

bonds,  and  tke  increase  of  capital  stock,  passed 

March  \lth,  1863. 

Be  it  enasted  by  the  Gtneral  Assembly  of  the  State 
of  Ohio,  That  any  railroad  company  heretofore,  or 
that  may  hereafter  be  incorporated,  under  the  laws 
of  this  State,  contemplating  the  laying  of  a  double 
track,  may  issue  its  bonds,  convertablo  or  other- 
wise, bearing  an5r  rate  of  interest  not  exceeding 
seven  per  cent,  per  annnm,  to  an  amount  not  ex- 
ceeding half  of  its  capital  stock,  and  sell  the  same 
at  such  time  and  at  such  place,  within  or  without 
the  Stater,  and  at  such  rates  as  the  directors  of  such 
company  may  deem  best  fur  its  interests ;  and  if 
such  bonds  ^re  sold  at  a  discount,  they  shaJl  be  as 
valid  in  every  respect  as  if  sold  at  their  par  value ; 
and  such  company  may  secure  such  bonds  by  a 
mortgage  on  the  property,  or  otherwise,  and  may, 
at  its  option,  increase  its  capital,  stock  in  an 
amount  equal  to  the  bonds  issued  as  aforesaid. 

The  above,  we  believe,  embraces  all  the  legis- 
lation of  Ohio,  in  reference  to  railroads,  important 

to  be  known  by  persons  interested  in  the  securi- 
ties ot  them.  We  group  the  several  acts  together 
for  convenience  of  reference. 

Below  is  the  list  of  the  railroads  organized  un- 
der the  new  law 

Ashtabula  and  New  Lisbon. 
«        Atlantic  and  Ohio.  .         - 

Clinton  Line. 

Cincinnati  and  Indiana. 

Cincinnati,  Harrison  and  Indianapolis  Straight 
Line. 

Cleveland  and  St.  Louis. 

Cincinnati  and  Portsmouth. 

Cincinnati,  Mansfield  and  Lake  Erie. 

Cincinnati,  Dayton  and  Toledo. 

Cincinnati  and  Mansfield. 

Columbus,  Dublin  and  Marysville. 

Columbus  and  Hocking. 

Cincinnati  and  Mackinaw. 

Conneaut  and  Pittsburgh. 

Cincinnati  and  Cleveland  Short  Line. 

Cleveland,  Madison  and  Louisville. 

Cleveland  and  New  York. 

Cleveland  and  Louisville. 

Clinton  Lino  Extension. 

Cincinnati,  Aberdeen  and  Ohio  River. 

Dalton. 

Dayton  and  Pierpoint. 
*  Delaware  and  Xenia. 

Dayton,  Blanchester  and  Maysville, 

Eaton,  Union  and  Northwestern. 

Eaton,  Castine  and  Greenville. 

Fremont  and  Defiance. 

Fremont  and  Indiana. 

Fulton  and  Brigton. 

Great  Western.  ,  ^        ■ 

Grand  River  and  Hudson. 

Hudson  and  Grafton. 

Logansport  and  Pittsburgh.  <, 

Louisville  and  Sandusky. 

Lima,  Pendleton,  Oilboa  and  Toledo  Air  Line. 

Mansfield  and  Newark. 

New  Lisbon  Union.  •, 

Ohio  Excelsi»r. 

Ohio. 

Painesville  and  Hudson. 

Port  Clinton.  ). 

Sandusky,  Toledo  and  Michigan. 

Sandusky  and  Fremont. 

Scioto  Valley. 

Toledo,  La  Fayette  and  St.  Louis. 

Toledo  and  Fort  Wayne. 

Toledo  and  Illinois. 

Tififin  and  Fort  Wayne. 

Toledo  and  Indianapolis, 

Tarlton. 

Toledo  and  Louisville. 

Urbana,  Findley  and  Detroit.       -,.-.. 

Western. 
(Companies  which  have  not  returned  certificates 
of  organization.) 

Batayia,  Perontown  and  Milford. 


CleveUnd  and  Tiffin. 
Lancaster  and  Newark  Junction. 
Mt.  Vernon,  Plympton  and  Cleveland. 
Newark,  Bellefontaine  and  Chicago. 
Ohio,  Indiana  and  Illinois.  .  v 

Perrysburgh  and  Detroit. 
Port  Clinton  and  Fremont.  •:  ?   '« 

Portsmouth  and  Chillicothe.        ■  ;^- 

American  Railroad  Journal. 

8»tard»yt  RoTember  11,  1854. 

Caution  t 

As  we  understand  a  man  named  Crawford  has 
been  presenting  bills  to  several  of  the  advertisers 
in  the  Journal,  purporting  to  emanate  from  this 
office,  and  to  be  for  sums  due  the  Journal,  we 
deem  it  our  duty  to  put  our  patrons  on  their 
guard.  , ,;  V   .;■    . .  v^ 

Monies  due  this  office  should  bd  paid  to  no  one 
outside  the  office  except  the  editor,  proprietors, 
or  Mr.  N.  Davidson,  their  business  agent ;  or  some 
person  showing  their  written  authority  to  receive 
them. 


KarnlaKs  of  Railroad*  for  October. 

The  earnings  of  the  Michigan  Southern  and  Nor- 
thern Indiana  Railroad  for  October  were  : 

Passengers  and  mail; $224,186  39 

Freight  and  miscellaneous 62,191  78 

Total $286,377  17 

Earnings  October,  1863 , 223J&76  96 
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NeMT  Hop— Pocket  Edition. 

We  have  now  ready  a  few  copies  of  Mr.  Poor's 
new  map  of  all  the  Railroads  in  the  United  States 
and  Canadasi  put  up  in  coveis  fur  carrying  in  the 
pocket.  It  will  be  found  very  convenient  for 
travellers. 

Price  by  mail  $1.  Usual  discounts  to  the  trade. 
Address  AMERICAN  RAILROAD  JOURNAL, 
OFFICE  9  Spruce  st..  New  York. 


Increase . . . ;  VI'. .  ., ..  ,.\, $62,801  21 

The  earnings  of  this  road  for  the  ten  months 
ending  October,  31,  amounted  to.  ..$1,778,386  21 
For  same  period,  1863,  they  were. .    1,287,179  11 


Increase  in  ten  months,  (over  37  per 
cent) $481,207  10 

The  Cleveland  and  Toledo  Railroad  receipts  for 

October  were $86,079 

Against  October  last  year 69,808 


Railroad  I.aMra  of  Ohio* 

We  give  this  week  a  copy  of  the  13th  article  of 
tho  Constitution  of  Ohio,  providing  for  the  forma- 
tion of  Railroad,  and  other  Corporations;  and  the 
General  Railroad  Law  of  the  State,  with  the  vari- 
ous amendmends  thereto ;  also  a  list  of  the  Com- 
panies which  have  been  organized  under  it. 

The  Constitution  prohibits  tho  granting  of  special 
charters,  but  does  not  abrogate  any  of  tho  rights 
in  powers  of  such  as  were  granted  previous  to  the 
time  that  it  went  into  eSect.  The  companies  or- 
ganized under  the  new  law  have  very  nearly  the 
same  privilege  as  wore  conferred  by  special  acts ; 
the  principal  difiR:rence  being  in  the  liability  of 
stockholders,which,  under  the  new  constitution,  is 
equal  to  twice  the  amount  of  stock  held.  Under 
the  general  law,  both  old  and  new  companies  may 
increase  their  stock  and  liabilities  at  pleasure. 

With  this  number  of  the  Journal  before  him,  the 
reader  has  all  that  is  necessary  to  form  a  correct 
idea  as  to  tho  legal  relations  sustained  by  the  rail- 
roads ef  Ohio.  The  instance  given  will  show  tho 
foreigner  the  manner  of  doing  things  in  the 
"  Model  Republic."  The  aims  and  tendency  of  le- 
gislation in  this  country  is  to  render  all  industrial 
cnterprizes  entirely  iisdepcndeut  of  government, 
and  to  leave  the  construction  of  all  such  works  as 
railroads  entirely  to  the  instinct  of  self-interest. — 
It  would  not  bo  difficult  to  show,  we  think,  that 
perfect  liberty  to  construct  railroads  is  the  most 
efiectual  method  of  checking  their  orer-construc- 
tion,  as  well  as  of  securing  economical  and  effi- 
cient management.  It  requires  no  argument  to 
prove  that  the  individual  is  much  wiser  than  gov- 
ernmcnt,  and  we  think  experience  shows  the  latter 
cannot,  as  a  general  rule,  interfere  in  controlling 
or  shaping  the  industrial  pursuits  of  a  people  with- 
I  eat  doing  more  barm  than  good 


Increase  45  per  cent $26,471 

The  receipts  of  the  Chicago  and  Rock  Island 

Road  for  October  shows  an  increase  of  about  $44,- 

000  over  September.     They  are ; 

Passengers $110,436  92 

Freight  partly  estimated 65,809  93 

Contractor's  freight  for  the  Bureau 

Road 7,176  00 

Mails  and  expresses 2,800  00 

Total $176,221  85 

The  receipts  of  the  Milwaukee  and  Mississippi 
Road  for  October  were : 

Passengers $20,176  28 

Freight 66,498  11 


ToUl $76,674  39 

Total  for  the  nine  months  preceding. .  .304,527  42 

Y  V  ■■  

Total  for  ten  months...... $381,201  82. 

The  earnings  of  the  Michigan  Central  Railroad 
Company  for  October  were  : 

Passengers.     Freight.       Mails.         Total. 
1854. $167,178  40  95,845  38  4,665  23  1267,679  01 
1853.      96,663  16  97,986  28  6,626  00  200,163  44 


Inc.. $71,625  24  $67,606  67 

The  earnings  of  the  Cleveland  and  Pittsburgh 
Railroad  for  October,  1863,  are  as  follows : 

For  passengers $24,302  82 

Freight,  mails,  &c 29,846  66 

54,149  37 

October,  1863 44,323  38 


1 


Increase >  $9,826  99 

The  receipts  of  the  Pacific  Railroad  for  October 

were $9,447  28 

October  1863 6,324  38 

Increase ..ii .. $4,122  00 

The  receipts  of  the  Hudson  River  Railroad  for 

October,  1854,  were $160,642  18 

Same  month  in  1863 153,258  80 

Increase ';.:  U;V.:;'.Vv;!..i $7,383  88 

The  receipts  of  the  Ohio  and  Pennsylvania  rail- 
road Company  for  October  were : 

Receipts  in  .October,  1864 $142,363  88 

Do.    in  October,  1853 84,070  60 


Increase $58,283  28 

Receipts  in  1854,  to  October  31 897,268  80 

Do.    in  1863,  to  October  31 529,798  84 


Increase  (69  per  cent.) $367,474  96 

This  statement  shows  the  earning  of  the  road, 
after  deducting  the  sums  received  for  other  com- 
panies. The  road  has  earned  in  ten  months  very 
nearly  the  amount  of  the  estimate  for  the  whole 
year. 
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K«mBeb«e  aad  Portl»Btf  RalIro»«l> 

The  expenditures  on  this  road  to  September  30, 
1864,  amouBt  to  $2,606,365  86,  and  the  balance 
of  aflMts  is  0238,8^8  77. 

The  receipts  for  the  past  year  ending  Septem- 
ber 80,  ezcluslTe  of  all  amounts  paid  and  due  to 
other  roads  for  their  proportions,  hare  been  as 
follows :  /'■■'■  T-^y  '^■^''^■r:<'-_ :. " 

From  270,382  pass'gers. .  $153,162  57  •• 
From  30,166  and  60- 100th  r-- 

tons  freight 43,102  66         .j  -.  >  *  ;^, 

From    transportalien    of  ..'.-';•'" 

mails,  express,  rents,  "  ."-' 

&c 12,303  20 

$208,668  42 


Statement,  shotring the  Cost;  Mileage;  etc.,  etc.,  ef 
the  Coluvibus  and  Xenia  Railroad  from,  the  date 
efits  opening  to  Dec.  1.  1863 

Cost  per  Gross 

Cost.        Mileage,      milo.  rec'ts 

1,057,933  65  19,235  66,366 

1,194,074  66  21,710        211,631 

1,227,719  65  22,322      *237,306 

1,347,700         56  24,603        814,436 


Year. 
1850. 
1851. 
1862. 
1863. 


Less  running  expenses  as  follows : 

Maintenance  of  way $16,040  17 

Locomotive  power 19,828  99 

Train  Expenses 16,046  64 

Office    establishment  and 

salaries 9,029  72 

SUtion  expenses 12,649  72 

Mail  expenses 616  42 

Fuel  expenses 19,118  21 

General  expenses 1,170  81 


$94,499  58 


Leaving  net  receipts  for  the  year.  .$114,098  84 


Colambns  and  Xenla  Railroad. 

This  road  which  now,  in  connection  with  the 
Little  Miami,  and  forms  the  complement  of  tho  line 
to  Columbus,  was  commenced  in  1847,  and  for- 
mally opened  for  business  on  the  22d  day  of  Feb- 
ruary, 1860,  and  like  the  Little  Miami  it  traverses 
an  excellent  country  over  a  favorable  route. 

FUNDED   DEBT. 

The  copy  of  the  Balance  Sheet  from  Ledger  will 
show  them  the  amount  of  the  funded  debt  of  the 
Company.  The  interest  on  the  Bonds  issued  to 
the  Ohio  and  Central  Baih-oad  is  paid  by  the  com- 
pany. 
Copy  of  Balance  Sheet  from   Companys'  Ledger 

Dec,  1,  1861. 
Construction  account $1,162,  963 


Real  estate 

Machinery  account •• 

Car  account 

Engine  bouse  and  car  shop 

Second  track 

Telegraph  stock 

Capital  stock,  held  in  trust 

Lake  Erie  steamboat  stock 

Central  Ohio  E.  R.  Co.'s  stock 

Dayton,  Xenia  &  Belpre  R.  R.  Co. 
Columbus  &  Sprmgfield  R.  R.  Co. 
L.  M.  &  C.  &  X.  joint  account.... 

Bills  receiveable 

Winslow,  Lanier  &•  Co «. 

Individual  accounts 

8.  E.  Wright  Treasurer 


Totals... 4,907,426 

■  ■  ■    :    ^  Current 
expenses. 

1860 28,917 

1852 69,962 

1853... 102,143 

1854 145,822 


23,563 

Net  re- 
ceipts. 

37,449 
141,679 
135,163 
168,614 


Totals. 


..346,834 

Rec'ts  f  m 
..pass'grs. 


1860 47,017 

1861 135,829 

1862 

1862 165,2^7 

.  -  .  Earniugs 
..t-   P«r  mile. 


1850 1,207 

1862 3,848 

1852 4,318 

1863 6,717 


482,906 

Receipts 

from 
freight. 

19,348 
jB4,141 

i48]25i 

Per  cent- 
age  of 
gross earn- 
ings. 
63i 


829,739 

Rate  of 
div'd. 


11 

10 
10 


Miscel- 
laneous. 


11,661 


Totals . 

*For  11  months. 


Av. 


10,806 

Do.  of 
net  earn- 
ings. 

12 
11 

^        12>^ 


Av.  9.81 


Y 
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18,349  29 

60,493  64 

69,966  40 

8,253  71 

7,020  96 

2,000  00 

6,300  00 

15,369  60 

60,000  00 

20,112  50 

26,619  92 

86,078  65 

2,944  41 

6,938  27 

4,437  65 

678  31 


-  $1,548,426  99 

CapiUl  stock 1,291,700  00 

Iron  bonds,  convertible 19,000  00 

Five  year  bonds  do 7,000  00 

Billspayable 60,983  32 

Unpaid  subscriptions 106  00 

Suspense  account '      320  20 

Bonds  to  Central  Ohio  R.  R.  Co., 

not  convertible 60,000  00 

Interest  on  county  and  corporation 

bonds 776  97 

Rent  account 428  86 

Profit  andloss 1,393  24 

Surplus  fun<^ 48,269  93 

Use  of  track 1,772  49 

Unclaimed  dividends 2,329  35 

Individual  accounts... 18  40 

Dividend  No.  6,  Dec.  1 64,338  33 


$1.548,425 .99 


Cincinnati,  Hamilton  and  Dayton  Railroad. 

The  Cincinnati,  Hamilton  and  Dayton  Railroad 
Company  was  chartered  on  the  2ad  day  of  March 
1846,  with  the  usual  authority,  to  construct  and 
maintain  a  railroad  from  Cincinnati  to  Dayton. 
The  work  of  construction  was  commenced  in  De- 
cember, 1849,  and  the  road  opened  for  travel  on 
the  18th  of  September,  1851. 

ROUTE    AND    CONNECTIONS. 

The  City  of  Cincinnati  can  be  approached  (with- 
out tunnels)  only  upon  the  immediate  bank  of  the 
Ohio  River,  and  through  the  Valley  of  Mill  Creek, 
which  enters  the  Ohio  at  right  angles,  through  the 
western  part  of  the  city.  With  these  exceptions 
the  city  is  completely  hemmed  in  by  high  ranges 
of  hills,  with  the  Ohio  River  in  front.  Such  be- 
ing the  case,  the  possession  of  the  right  of  way 
into  the  city  is  a  very  Important  item  in  estimat- 
ing the  value  of  the  roads  which  possess  the  keys 
to  such  entrance — the  Little  Miami,  tho  Cincinnati, 
Hamilton  and  Dayton,  and  the  Ohio  and  Missis- 
sippi Railroads. 

The  Cincinnati,  Hamilton  and  Dayton  Railroad 
finding  an  easy  avenue  from  the  city  through  the 
Mill  Creek  Valley,  enters  tho  Valley  of  the  Great 
Miami  ab«ut  18  miles  from  Cincinnati.  The  valley 
of  the  latter  is  followed  to  northern  terminus  of 
the  road  at  Dayton,  one  of  the  most  important 
interior  towns  in  the  State. 

The  Cincinnati,  Hamilton  asd  Dstyton  Railroad 
sustains  relations  in  reference  to  the  western  part 
of  the  State  similar  to  those  sustained  by  the 
Little  Miami  toward  the  eastern.  For  the  roads 
entering  the  Great  Miami  Valley,  tho  above  forms 
the  convenient  I'unk  to  Cincinnati.  The  first  con 
nection  formed  is  with  the  Junction  Railroad,  in 
progress  from  Hamilton,  26  miles  from  Cincinnati, 
to  Indianapolis,  about  86  miles  in  length.    At  the 
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same  place  the  road  connects  with  the  Hamilton 
and  Eaton  Railroad  extending  to  Richmond,  to  a 
poi^t  of  junction  with  the  Indiana  Central  Rail- 
road extending  to  Indianapolis.  From  Richmond, 
tb0  Cincinnati,  Logansport  and  Chicago  R.  R.  is 
noif  nearly  completed  to  Logansport ;  a  portion 
of  ^t  being  in  operation.  At  Carlisle  Station,  44 
mi  es  from  Cincinnati,  a  road  is  now  in  progress 
for  the  purpose  of  forming,  in  connection  with  the 
Gr  ienvillo  and  Miami  Railroad,  a  direct  route  to 
Grsenviile,  and  Union,  the  latter  the  point  of  in- 
tersection of  the  Bellefontaine  and  Indiana,  and 
Indianapolis  and  Bellefontaine,  and  to  which  two 
roi,ds  are  in  progress  to  Fort  Wayne.  The  above 
roid  will  form  a  very  important  branch  to  the 
Cincinnati,  Hamilton  and  Dayton  R.  R.,  as  it  tra- 
vel ses  a  country  of  great  fertility  and  mubt  com- 
mand the  trade  of  an  extensive  area  of  country 
de]  »endent  upon  Cincinnati.  At  Dayton,  the  Cin- 
ciEDati,  Hamilton  and  Dayton  Road  connects  with 
th<  Mad  River  Railroad,  which,  with  the  former, 
forms  a  continuous  lino  of  railroad  between  Cin- 
cic  nati  and  Lake  Erie ;  the  Daytob,  Xenia  and 
Belpra  Railroad,  now  in  progress;  the  Day- 
tor  and  Michigan  Railroad  in  progress  to  Toledo, 
an  I  in  operation  to  Piqua,  a  distance  of  28  miles  ; 
an  1  with  the  Dayton  and  Wdftem  Railroad,  furm- 
\n{  a  j>art  of  line  a  to  fi^ianapolis.  These 
roi,ds  secure  to  the  Cincinnati,  Hamilton  and  Day- 
toi  R.  R.  the  most  favorable  connections  and  the 
tra  3e  of  extended  portions  of  Ohio  and  Indiana, 
and  constitutes  it  a  part  of  important  through 
roi  tes  to  Lakes  Erie,  and  Michigan. 

CHABACTEB   OP    BUSINESS.       .   .     '  ^ 

^he  connections  above  described  have  been  too 
recjently  formed  to  have  their  influence  seen  in  the 
tabjle  of  earnings  hereto  annexed.  From  the 
opening  of  the  road  to  the  first  day  of  April,  1864, 
th6(  proportion  of  way,  to  through,  receipts  was 
$807,820  60  of  the  former,  $72,894  82  of  the  laU 
terL  or  a  ratio  of  11  to  1.  Ther«*  is,  probably,  no 
roaid  in  the  Western  States  possessing  a  larger  ItkcI 
tra^c.  The  Valley  of  the  Great  Miami  is  well 
kn|wn  to  be  one  of  tho  best  portions  of  Ohio, 
while  the  numerous  falls  on  that  river  are  the 
sealts  of  thriving  manufacturing  towns.  The  local 
business  of  the  Valley  is  undoubtedly  equal  to 
thd  support  of  a  first  class  double  track  road.- 

COST,  AND    COJIDITION    OF    THE    ROAD. 

[  'he  cost  of  the  Cincinnati,  Hamilton  and  Day- 
ton Railroad  has  exceeded  that  of  most  western 
roaids  from  the  great  expense  necessarily  incuri-ed 
in  entering  the  City  of  Cincinnati,  both  for  lands 
foristations,  and  right  of  way  and  damages.  The 
balance  of  the  li^e  is  not  unusually  expensive. 
Th^  road  is  admirably  constructed,  and  has  an 
ample  equipmentj.  From  Cincinnati  to  Hamilton 
a  djouble  track  is  In  progress  and  is  well  advanced 
toward  completio^i.  This  will  add  greatly  to  the 
eflaciency  of  the  uoad,  and  the  safety  of  transpor- 
tation. 

The  equipmcni  of  tho  company  consists  of  21 
locomotive  engines ;  25  first  class  passenger  cars  ; 
4  second  class  do ;  6  mail  do.;  188  box  do.;  98 
platform  do.,  and  9  cattle  cars. 

FUNBF.D  DEBT. 

the  funded  debt  will  be  seen  in 
in  the  copy  of  thd  balance  sheet  from  the  compa- 
ny's ledger.  It  bears  7  percent  interest,  and 
both  principal  aod  interest  are  payable  in  New 
York. 


The  amount  of 
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Copy   of  Balance  Sheet  from   Compani/s  Ledger, 
AprU,  20tA,  1854. 

DR.-Construction  Account  .".'.T'. ...  $2,263,286  72 

Equipment          "         444,127  19 

RealEsUte         "         264,664  41 

Property              "         260,884  31 

Bills  Receivable 51,630  64 

Due  from  other  Roads 57,022  28 

Individual  Accounts 50,369  49 

Suspense  Account 29,368  44 

Carlisle  and  St«dman,  N.Y 32,296  42 

Expense  Account,  Feb'y   and 

March 32,629  64 

Stock  and  Material  on  band. . .  28,342  04 

Cash 66,862  64 


$3,564,364  22 


CR.-Capital  Stock  Account $2,100,000  00 

Mortgagj    Bonds,   due    1867, 

(unconvertible,) 500,000  00 

Do.      do.      1880,  do 362,000  00 

Amount  of  Reserve  Fund 60,000  00 

"        "   Renewal  Account..  29,170  91 

Bills  Payable 388,350  10 

Income  Rec'ts,  Feb'y  &  March  77,243  78 

Individual  Accounts 67,599  43 


$3,664,364  22 

Table  showin;;  LhcCosl  of  Ike  Road,  AprU  20</i,  1864. 

Capital  Stock $2,100,000  00 

Mortgage  Bonds,  (un- 
convertible,) due 
1867 500,000  00 

Do.      do.     1880....       362,000  00 

$2,962,000  00 

Construction  Ace' nt.  $2,263,286  72 

Equipment      do.     .      444,127  19 

Real  Estate     do.      .       254,664  41 


2,961,978  32 


$21  68 

Slalemtnt  showing  the  Coit,  Mileage,  cf-L.,  <f-c.,  of 

the    Cincinnati,   Hamilton   and   Dayton  R.  R., 

from  its  opening  to  the  present  time. 


Year.  Cost. 

1862 $2,146,595 

1853 2,608,011 

1864 2,961,978 


Totals.  $7,615,584 
Gross 
Rec'pts. 

1862 $97,215 

1863 321,093 

1854 463,021 


Mileage. 
60 
60 
60 


Current 
Expenses. 
$36,181 
120,137 
187,207 


Cost 

per  Mile. 

$35,769 

41,800 

49,363 


Net 
Receipts. 
$62,034 
200,966 
276,814 


Totals.  $881,329       $342,525 
Rate        Receipts     Receipts 
of              from            from 
Divid'd.     Pass'grs.      Freight. 

1862 $74,427      $21,514 

1853....   9            191,701       122,377 
1854....  10            266,310      171,809 

Earnings     Per  ccnt'ge 
per           of  Gross 
Mile.          Earnings. 

1852 1,620            Ul 

1853 6,363            13 

1864 ,...7,717            151 

.   Average 

.11 

$538,803 

Miscclla- 

ueous. 

$1247 

7,715 

11,913 


666 


Olilo  and  Indiana  Rallroad> 

This  important  lin'.  of  road  has  been  opened  for 
its  entire  length,  and  is  having  a  traffic  quite  up 
to  expectation.  From  Fort  Wayne,  its  Western 
Terminus,  the  Fort  Wayne  and  Chicago  Railroad 
is  making  rapid  progress,  and,  upon  its  completion, 
a  neii)  route  will  bo  opened  from  Central  Ohio  to 
Chicago,  and  from  Cleveland  to  Chicago,  nearly 

AS  short  A8  any  other  proposed  or  ia  u«e.  -  :  . 


Rlcliinond  and  Danville  Railroad* 

We  publish  below  a  comparative  table  of  the 
receipts  of  this  road  for  the  last  two  years.  The 
increase  of  business  there  shown  is  about  39  per 
cent.  The  road  has  been  extended  eight  miles 
during  the  last  year  aud  is  now  only  90  miles 
long.  The  slow  progress  of  the  road  during  the 
year  is  attributable  to  many  causes,  the  most  ma- 
terial of  which  was  the  want  of  railroad  iron.  Be- 
sides the  delays  in  shipping  iron  that  had  been  pur- 
chased, there  was  the  loss  of  a  cargo  by  the  sink- 
ing of  a  vessel,  .  u 
Business  of  the  Richmond  and  Danville  Railroad 
for  the  ytar  ending  on  the  ZOth  Sept.,  1853,  and 
'the  30/A  Sept.,  1854.  ' 

1853.  1861. 

Freight $108,310  87     .  $153.994  71 

Passengers 60,543  66  64,810  91 

Mail 3,124  71  3,808  96 

Express  Freight       2.986  03  2,679  82 


$164,965  27 


$225,294  40 
164,966  27 


Increase  in  '53  over  '64 $60,329  13 

Increase  about  39  per  cent. 

The  cars  were  running  to  Keysville,  73  miles, 
from  8th  Nov.,  1862,  to  20th  July  1863;  to  Drake's 
Branch,  82  miles,  from  the  20th  July,  1862,  to  4th 
Oct.,  1853 ;  to  Overby's  station,  86  miles,  from  4th 
Oct.,  1853,  to  1st  March,  1864 ;  to  Staunton  river, 
90  miles,  from  March  1st,  to  Sept.,  30,  1864. 

Cleveland,  Columbua  and  Cincinnati. R.  R« 

The  construction  of  this  road  was  commenced 
in  1848.  It  was  formally  opened  to  the  public 
Feb'y  18lh,  1861. 

ROUTE    AND   CONNECTIONS. 

The  name  of  the  road  does  not  correctly  indicate 
its  route,  which  is  limited  to  the  distance  between 
Cleveland  and  Columbus. 

For  the  first  80  miles  out  of  Cleveland  the  road 
pursues  very  nearly  a  direct  south-westerly 
course  for  the  purpose  of  obtaining  a  more  favor- 
able line,  and  for  the  additional  object  of  constitut- 
ing it  the  trunk  for  the  numerous  roads  approach- 
ing Cleveland  from  the  West.  The  route  selected 
is  a  very  favorable  one,  the  maximum  grade  be  ■ 
ing  only  40  feet  to  the  mile,  while  131  miles  have 
no  inclination  greater  than  15  feet  to  the  mile. 
Thcie  are  122  miles  of  straight  line.  Upon  the 
opening  of  the  road  it  traversed  one  of  the  most 
sparely  settled  districts  of  Northern  Ohio,  which 
has^ince  been  very  rapidly  improved,  and  is  able 
to  supply  a  very  large  traffic. 

The  first  tributary  entering  the  Cleveland  and 
Columbus  road  from  the  West  is  the  southern 
branch  of  the  Cleveland  and  Toledo  Railroad, 
(formerly  the  Toledo,  Norwalk  and  Cleveland,) 
which  joins  it  at  Grafton,  26  miles  from  Cleveland. 
Since  the  opening  of  this  road  it  has  had  an 
enormous  traffic,  having  been  for  a  time  the  only 
railroad  running  to  Chicago.  A  portion  of  the 
business  received  from  this  road  will  eventually 
take  the  northern  division  of  the  Cleveland  and 
Toledo  road,  which  has  an  independent  line  into 
Cleveland.  At  Shelby,  67  miles  from  Cleveland, 
the  Cleveland  and  Columbus  Road  crosses  the 
Sandusky,  Mansfield  aud  Newark  Railroad,  which 
is  now  opened  to  Newark,  71  miles  south  from 
Shelby,  and  is  in  progress  to  the  Ohio  River  at 
Portsmouth.  At  Crestline,  76  miles  from  Cleve- 
land, the  road  intersects  with  the  Ohio  and  Penn- 
sylvania Railroad  entering  it  from  the  East,  and 

the  Ohio  and  ladiaoft  R.  B.  eoteriog  it  firom  the 
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West.  From  the  latter,  a  large  traffic  will  be  re- 
ceived. This  .line  is  now  completed  to  Fort  Wayne, 
a  distance  of  131  miles,  where  it  connects  with 
the  Fort  Wayne  and  Chicago  Railroad,  which  is 
in  progress,  and  apon  the  completion  of  which  a 
new  convenient  route  will  be  opened  to  Chicago. 
At  Galion,  79  miles  from  Cleveland,  a  connection 
is  formed  with  the  Bellefoataine  and  Indiana  R.R., 
extending  on  a  very  direct  course,  in  connection 
with  the  Indianapolis  and  BellcfoDtaiae  R.  R.,  to 
Indianapolis,  the  centre  of  the  railroad  system  of 
Indiana.  In  connection  with  the  last  named  roads 
the  Cleveland  and  Columbus  forms  a  very  direct 
line  between  Cleveland  and  Indianapolis,  a  dis- 
tance of  281  miles.  From  this  connection  the 
Cleveland  and  Columbus  Road  will  derive  a  very 
large  traffic.  At  Delaware  it  connects  with  the 
Springfield,  Mt.  Vernon  and  Pittsburgh  Railroad, 
which  forms,  in  connection  with  the  Little  Miami, 
the  shortest  line  between  Cleveland  and  Cincinna- 
ti; and  in  connection  with  the  Springfield  and 
Dayton  bjanch  of  the  Mad  River  Road,  and  the 
Cincinnati,  Hamilton  and  Dayton,  a  portion  of  ao^ 
other  line  to  Cincinnati,  following  down  the  valley 
of  the  great  Miami.  At  Columbus  it  unites 
with  the  numerous  roads  concentrating  at  that 
place,  the  most  important  of  which  is  the  great 
line  to  Cincinnati.  The  position  of  this  road  con- 
stitutes it  the  convenient  trunk  of  several  impor- 
tant lines  to  Cleveland,  the  traffic  of  which  alone 
would  supply  to  the  former  a  remunerating  busi- 
ness. '"'' 

CHARACTER    OF    BUSINESS.  *.4-*i* 

A  very  large  proportion  of  the  freight  is  through 
freight ;  that  going  from  Cleveland  to  Columbus 
being  merchandize,while  that  going  to  Cleveland  is 
made  up  chiefly  of  agricultaral  products.  About 
one-fourth  of  the  passengers  pass  over  the  entire 
line  of  the  road,  from  whom  are  received  about 
one-half  of  the  passenger  receipts.  ^ 

PONDED   DEBT.  -l^'T 

The  amount  of  funded  debt  and  the  general 
financial  condition  of  the  company  is  shown,  bjr ,  , 
the  following,  .',   •■>-'•>-*  tfi-^rf 

Abstract  of  the  Books  of  the  Company,  Dec,  \st,  185$.  if 
Construction $3,196,546 


do.    Second  Track 
Cars  and  Engines . 


16 
90,891  02 
546,912  61 


,.'\iA  -^Tfiry 


84,119  96 


46,000  00 


5,050  00 


Real  Estate 

Cleveland    City    and 

Delaware     County 

Bonds 

Stock    of  this  Com- 
pany..        149,710  00 

Columbus  and  Xenia 

R.R.  Stock 

Cleveland    and    Cin- 
cinnati   Telegraph 

Stock 

Steam  Boat  Stock. .. 
Loan  to  Stockholders 

Bellefontaine    and 

Indiana  R.R. Go... 
Loan  to  Stockholders 

Indianapolis      and 

Bellefontaine  R.  R. 

Company 

Loan     to    Cleveland 

and  Mahoning  R.R. 

Company 

Bills  Receivable 116,642  88 

Individual  and  other 

accounts 6,073  28 


-$3,883,348  68 


3,000  00    ; 
64,000  00 

47.600  00 


•JO 

iify.l    r.-.ii-....'-i: 
V  T,./'«ti<{]r.V.fw»'- . 


64,000  00 
12,000  00 


■:J:'.-:t^'.'ii.\yiii'^J.. 
^26,996  ISVf 


■"^•j  ^^f'\  .;/'*{-■ 


,r  v. 


•-■v^'.iAJt'i.J^.w*  o^  ^.2i  ■:->^< 
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71ft 


Capital  Stock $3,933,652  00 


67,000  00 

8,000  00 

60,000  00 

8,599  81 


.r^. 


Mortgage  Bonds 

Other  Convert.  Bonds 

Franklin  County  B'nds 

Bills      Payable      and 
other  liabilities 

Borrowed  from  Earn- 
ings       293,092  96 

S4,360,314  80 

Statement  shatcing  the  Cost,  MUcagc,  <^c.,  4-c.,  of 
the  Cleveland  and  Columbun  R.  R.,from  1851  to 
\^Z  inclusive.       >     .  -  * 


Year.  Coat. 

1861 $3,025,888 

1862 3,426,897 

1863 3,924,618 


Mileage. 
136 
135 
135 


Totals....  S10,377,303 

•  •   • 

Gross  re- 

Current 

ceipts. 

expenses. 

1861 S466,317 

$167,342 

1862 777,793 

294,339 

1863 1,191,873 

580,776 

Totals.  t2,435,983     $1,042,457 

Receipts 

Receipts 

Rate  of         from 

from 

Divid'd.      pass'g'rs. 

freight. 

1861....  8           $299,616 

$150,284 

1862....  7             443,013 

294,786 

1853....  13             583,976 

457:883 

.       AV..9.33 

•  •  •  • 

Percentage 

-                   Earnings        of  gross 

per  mile.      •arnings. 

1861 $3,454 

lb% 

1862 5,761 

22%    :,;  - 

1863 8,828 

zoyi    yr.y 

Cost 

per  Mile. 

$22,460 

25,'384 

29,070 


Net  Re- 
ceipts. 

$298,975 
483,454 
611,097 


ry  platforms  wiH  be  erecteft  at  the  stopping  places. 
The  annual  meeting  of  the  company  will  be  held 
at  Hartford  on  the  25th  of  October,  when  the 
stockholders  will  bo  invited  to  go  over  the  road. — 
Providence  Journal. 


$1,393,526 

Miscel- 
laneous. 
$16,417 
39,994 
68,331 


Average 22.83 
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Hartford,  Providence  and  Flsbklll  R.  R. 

An  experimental  tiip  was  made  over  this  road, 
Thursday,  Sept.  21.  The  President  and  Directors, 
with  the  Chief  Engineer  and  bi?  assistants,  and 
the  President  and  Directors  of  the  Boston  and 
Providence  Railroad  Company,  left  the  depot  of 
the  Boston  and  Providence  Railroad  in  this  city, 
soon  after  uoon,  and  stopping  occasionally  at  in- 
teresting points,  proceeded  to  Hartford.  We  have, 
from  time  to  time,  kept  our  readers  so  well  in- 
formed of  the  progress  of  this  work,  that  we  have 
little  to  add,  except  that  all  we  have  said  of  the  ex- 
cellence of  the  constraction  is  fully  sustained  by 
the  examination  which  has  been  made  of  it.  The 
road  bed  is  equal  to  any  in  New  England,  and  it 
is  conceded  that  on  no  other  is  there  such  mason- 
17.  The  stone  is  hewn  to  a  joint  and  laid  in  ce- 
ment, and  we  were  assured  that  the  portions  un- 
der ground  were  as  substantial  and  enduring  as 
those  above.  The  bridges  over  the  Pocasset,  the 
Quinebau^,  Little  River  and  Flat  River,  would  be 
considered  triumphs  of  engineering,  if  the  great 
works  that  have  been  constructed  through  the 
country,  in  all  directions,  had  not  made  us  familiar 
with  far  greater  exhibitions  of  mechanical  power 
and  skill.  But  though  other  roads  have  been  car- 
ried over  more  dithcult  points,  none  have  been 
built  in  a  more  faithful  and  substantial  manner. 
Nothing  short  of  an  earthquake  can  shake  the 
piers  and  arches  of  these  structures. 

Two  of  the  new  locomotives  arc  from  the  works 
of  William  Mason  &  Co.,  Taunton,  and  six  more 
are  contracted  for  with  the  same  hpusc.  They 
are  tha  first  locomotive  engines  made  by  these 
eminent  mechanics,  and  show  that  the  reputation 
which  they  long  enjoyed  in  other  departments  of 
machinery  will  be  fully  sustained  in  this. 

There  are  no  depots  erected  between  Providence 
and  Willimantic,  but  the  opening  of  the  road  will 
not  be  delayed  for  lack  of  them.  An  arrange- 
ment was  made,  in  the  beginning,  for  the  use  of 
the  depots  and  track  of  the  Boston  and  Pro- 
videnco  Raikoad  at  this  ead  of  line,  and  tempora- 
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OVER    ISSUES  OP  STOCK. 

The  following  decision  of  Judge  Morris,  deliver- 
ed at  a  late  Special  Term  of  the  Supreme  Court, 
as  will  be  perceived,  indicates  his  opinion  but  par- 
tially in  regard  to  the  rights  of  the  holders  of  stock 
issued  without  the  authority  of  law.  He  decides 
simply,  that  such  stockholders  have  no  right  to 
transfer  their  interests  upon  the  books  of  the  Com- 
pany from  whose  agent  they  received  them. 

The  People  ex  rel.  James  £.  Jenkins  and  John 

A.  Condit,  agt  The  Parker  Vein  Coal  Co.,  Jo- 
seph Noble,  and  others. 

Morris,  J. — This  is  a  motion  by  plaintiffs  for 
Mandamus  requiring  the  Parker  Vein  Coal  Co., 
and  the  other  defendants.  President  and  Directors 
of  said  company  to  permit  Condit  and  Jenkins  to 
transfer  stock  on  the  transfer  books  of  said  com- 
pany, and  also  to  permit  transfers  to  be  made  in 
said  books  by  all  stockholders  of  said  company, 
who  may  require  the  same  to  be  made  "according 
to  the  regulations  of  the  company  and  the  equal 
course  of  business." 

The  facts  in  the  case,  as  established  by  the 
papers  used  by  the  parties,  are  as  follows ; 

The  Parker  Vein  Coal  Company  is  incorporated 
by  the  State  of  Maryland  with  a  capital  of  not  ex- 
ceeding Three  Millions  of  Dollars,  to  be  divided 
into  shares  of  one  hundred  dollars  each,  being  30,- 
000  shares.  Prior  to  June  1854,  some  of  the  offi- 
cers of  the  Company,  who  are  legally  authorized 
to  issue  certificates  of  stock  and  to  transfer  stock, 
fraudulently  issued  false  certificates  of  stock  to  a 
large  amount,  so  that  prior  to  June,  1854,  there 
had  been  issued,  and  was  then  and  is  now  out- 
standing, certificates  of  stock  of  over  150,000 
shares,  being  over  120,000  certificates  of  shares  of 
stock  more  than  the  act  of  the  Legislature  author- 
ized. These  fraudulent  issues  of  false  certificates 
of  stock  upon  their  face,  arc  precisely  similar  to 
the  genuine  certificates ;  it  is  therefore  impossible 
by  inspection  to  designate  which  are  genuine  and 
which  are  false. 

On  the  12th  of  June  last  an  injunction  out  of 
the  Supreme  Court  was  issued  against  the  compa^ 
ny,  &c.,  forbidding  the  transfer  of  stock  by  the  of- 
ficers of  the  company,  which  injunction  is  still  in 
force.  The  plaintiffs  in  this  suit  were  not  parties 
to  that  suit.  It  is  argued  by  the  parties  to  this 
application  that  this  motion  may  also  be  deemed 
a  motion  to  dissolve  that  injunction. 

Th§  Parker  Vein  company  have  become  insolv- 
ent and  an  assignment  of  all  their  property  and 
effects  has  been  made,  for  the  benefit  of  all  their 
creditors.  ' 

The  plaintiffs  in  tMb  suit  own  and  Jiold  certifi- 
cates of  stock,  which  they  have  sold  and  desire  to 
transfer,  and  are  stock  brokers,  and  they  require 
the  power  of  transferring  the  stock  of  this  compa 
ny  to  facilitate  their  business  operations. 

Certificates  of  stock  are  only  evidence  of  the  ex- 
istence of  stock,  and  of  its  ownership.  These  false 
certificates  are  false  witnessess — false  pretenses — 
there  is  no  truth  in  what  they  assert. 

This  fraudulent  issue  of  false  certificates  of  stock 
cannot  increase  the  capital  of  the  company,  lessen 
the  par  value  of  the  shares,  or  increase  the  num- 
ber of  the  shares.  No  act  of  the  company,  of  its 
officers,  or  directors,  or  stockholders,  either  by 
agreement  or  fraud,  can  increase  the  capital  of  the 


ficates  of  stock  ;  would  change  the  evidence  in  re- 
lation to  these  certificates,  and  would  additional- 
ly expose  holders  of  stock,  and  the  community  to 
injury. 

The  evidence  of  the  parties  interested  must  be 
lefl  where  it  (stood  when  the  frauds  were  discover- 
ed, until  the  courts  by  adjudication,  or  the  Legis- 
lature by  enactment,  dispose  of  the  matter. 

For  these  reasons  I  deny  plaintiff's  motion. 

In  arriving  at  this  conclusion  I  have  not  consid- 
ered the  question  whether  mandamus  would  be  a 
proper  remedy  were  the  merits  of  the  question 
with  plaintifiB.     • 

ROBERT  H.  MORRIS. 
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company,  or  increase  the  number  of  shares.  The 
Legislature  alone  possesses  such  power.  There- 
fore there  is  not,  and  cannot  be,  (short  of  an  act 
of  the  Legislature)  any  stock  represented  by  these 
false  certificates. 

To  open  the  books  for  the  transfer  of  stock 
would  lead  to  the  circulation  and  transfer  of  these 
120,000  false  certificates,  as  genuine ;  would  in- 
crease the  difficulties  of  tracing  the  genuine  certi- 


ISSUING  STOCK  FRAUDILENTJ.Y. 

The  LegisUture  of  Vermont,  with  the  concar- 
rence  of  the  Governor,  have  just  passed  a  law 
which  enacts  that  the  fraudulent  issue  of  stock  by 
the  agent  of  Corporations  shall  subject  the  offend- 
er to  a  fine  ot  a  thousand  dollars,  and  to  imprison- 
ment of  not  less  than  one  year  nor  more  than  ten 
years. 

MISBEH4VI0DR  OF  RAILWAY  TRAVELLERS.  ; 

A  railway  traveller  is  not  obliged  to  fasten  him- 
self as  a  lixtuie  to  his  selected  seat,  and  does  not 
forfeit  it  by  a  momentary  withdrawal.  It  is  oth- 
erwise indeed,  if  he  actually  abandons  his  seat, 
which  then  belongs  to  the  next  occupant.  But 
even  if  a  traveller  is  ejected  from  a  seat  of  which 
he  has  taken  rightful  possession,  be  is  not  justifi- 
ed in  using  such  oflensive  language  on  the  occa- 
sien  as  to  annoy  his  fellow  travellers.  The  Courts 
have  often  justified  the  Superintendents  of  public 
conveyances  in  forcibly  excluding  therefrom  vio- 
lators of  the  rights  of  their  companions.  And  it 
would  seem,  that  if,  as  in  the  Marine  Court  case 
subjoined,  a  conductor  should  instead  of  ejecting 
wrong  doers  from  a  car,  shut  them  up  in  a  well 
cushioned  saloon,  and  carry  them  on  io  their  place 
of  destination,  the  result  would  only  be  what 
the  law  terms  "a  damage  without  an  injur}-,"  or 
in  common  parlance,  ''no  harm  done]" 

BHEEHAN    AGAINST  THE  HODSON  RAILROJaD — rOW£SS 
AGAINST  TUE   SAME. 

The  plaintiffs,  on  Sunday,  lOtii  or  June  last, 
made  an  excursion  from  this  city  to  $ing  Sing,  at 
which  place  they  took  refreshments.  ;  Upon  enter- 
ing the  downward  train  in  order  to  fetom,  they 
took  possession  of  two  vacant  seats. :  They  were 
in  a  few  minutes  accosted  by  a  gei^tlemaU;  who 
informed  them,  that  he  had  taken  Ithe  seats  in 
question  for  himself  and  child  At  Albany,  and  had 
only  left  them  for  a  few  minutes.        | 

The  plaintiffs  refused  to  surrender.  The  con- 
ductor decided  against  them,  and  upo(a  their  mak- 
ing very  obstreperous,  and,  as  alleged,  unbecom- 
ing resistance,  he  locked  them  up  by  {force  in  the 
saloon,  which  they  complained  of,  as  [being  decid- 
edly too  close  quarters.  Judgment  for  defen- 
dants. 

LOCATING  AND  CONSTRUCTING   RAILROADS. 

A  plan  exhibited  to  the  Legislatare  by  those 
applying  for  an  act  of  incorporation  at  a  Railroad 
Company,  but  not  referred  to  in  the  att,  is  not  ad- 
missible in  evidence  to  control  the  Construction 
of  the  provisions  of  the  act  of  Incorporation,  as  to 
the  limits  within  which  the  road  Is  to  be  location, 
the  act  in  question  being  conclusive  evidence  in 
the  case.  Boston  and  Providence  RcHiroad  Cor- 
poralion  vs.  Midland  Railroad  Compiiny. — Gray^s 
Massachusetts  Reports,  in  press. 

A  corporation  who  have  been  authorized  to  con- 
struct a  Railroad,  and  are  afterwards  authorized 
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to  make  it  ia  ecctious  of  5  miles  each,  provided 
that  they  shall  not  cummcnce  Xho  coastruction  of 
any  portion  of  their  road  within  a  certain  distance 
of  one  of  its  terminations,  until  the  stock  is  sub- 
scribed for,  by-  responsible  persons,  and  a  certain 
portion  thereof  actually  paid  in,  are  free  to  avail 
themselves  of  this  privilege  or  to  waive  it  and 
are  not  obliged  to  have  their  stock  subscribed  for, 
and  the  specified  amount  paid  in,  as  a  condition 
precedent  to  constructing  their  whole  road,  not  in 
sections. — lb. 


Tlie  Railroad*  In  Great  Britain* 

• 

The  growth  of  railroads  iu  Great  Britain  has 
been  spiiamodic.  From  the  year  184j,  when  there 
were  2,030  miles  in  u[)eiation,  to  ISiS — a  period 
of  five  years — the  increase  was  exceedingly  rapid. 
A  railway  fever  was  iu  existence  during  all  this 
jHiriod.  Workmen  were  engaged  by  hundred  and 
thousands,  in  the  three  Kingdoms.  Iron  was  in 
demand.  Kails  were  laid  down  with  ma'Vt-lous 
celerity.  Locomotives  were  never  seen  before; 
travellers  exchanged  the  coach  for  the  cars  ;  spe- 
culators investing  heavily,  lost  heavily ;  and  in 
1849  the  mania  decreased. 

The  following  figures,  drawn  from  the  report 
before  us,  exhibit  the  progress  of  the  inflation  and 
collapse : 
Opened  in  1844 204  miles 

"         "  1845 296    " 


"  1846. 
"  1847, 
"  1848. 
"  1849. 
"  1860. 
"  1851. 
"  1862. 
"  1853. 


.  606  " 

.  803  " 

.1.182  " 

.  869  " 

.  626  " 

.  269  " 

.  446  " 

.  850  " 


Total,  10  years. 5,660    " 

-,'    Opened  previous  to  1844 2,036    " 

Aggregate  to  December,  1853'.... 7,686 

We  see  here  a  total  length  of  upward  of  7,600, 
miles  now  in  active  operation.  The  division  of 
the  lines  among  the  three  Kingdoms  is  found  to  be 
as  follows :  In  England,  5,848  miles ;  Scotland 
995  ;  Ireland  843.  Of  the  railways  opened  during 
1853,  twenty-five  portions,  representing  a  total 
length  of  298  miles,  consisted  of  a  single  line . 
•nd  it  would  apj>ear  that  the  length  of  single  line 
open  at  the  end  of  1853,  viz  :  1,708  miles — was 
between  one-fourth  and  one-fifth  of  the  whole 
amount  of  railway»opcn. 

The  amount  of  capital  invested  in  railways  at 
the  end  of  1863.  is  estimated  at  £281,000.000, 
(1,400,000,000,)— against  £264,165,680  in  1862. 
Of  present  investments,  it  is  calculated  that  £42,- 
000,000  is  preferential  capiUl,  and  £70,000,000 
borrowed  on  the  security  of  the  roads. 

The  total  number  of  passengers  conveyed  on 
British  railways  iu  1853  was  upwards  of  One 
Hundred  and  Two  Milliorj  (102,286,660).  The 
aggregate  receipts  from  all  sources  of  traffic  were 
£18,035,879.  The  passenger  lists  show  an  increase 
over  the  previous  year  of  upward  of  Thirteen 
Millions.  The  freight  increased  by  the  respect- 
able figures  of  Twenty-three  Millions  of  pounds. 
The  steady  progress  of  the  goods  traffic 
is  an  important  feature  of  these  railways;  one 
upon  which  Mr.  Bull  loudly  prides  himself,  and 
that  with  justice.  The  receipts  from  goods  have 
increased  from  the  rate  of  a  thousand  pounds  per 
mile  in  1849,  to  fourteen  hundred  pounds  (sterling) 
per  mile  in  1853.  This,  it  is  to  be  considered,  is 
in  England  alone,  while  Scotland  shows  figures 
correspondingly  attractive.  In  the  latter  country 
the  third  class  traffic  preponderates. 

With  regard  to  railroad  ca.sualties,  it  api>cars 
that  of  one  hundred  uiillious  o'  passengers  con- 
veyed in  England,  Ireland  and  Scotland,  305,  were 
killed  and  449  injured — making  a  total  of  754 ; 
and  that  of  this  number  not  less  than  243  were 
killed  and  369  injured  in  England  alone. 


Ne^nr  netho«l  of  Rolling  Rallromd  Iron. 

A  triumphant  experiment  of  the  verticle  double 
acting  rail-mill  recently  took  place  at  the  Trenton 
Iron  Works,  in  the  presence  of  the  stockholders, 
directors  and  officers,  and  a  large  number  of  spec- 
tators. The  machinery  was  put  in  motion  about 
34  o'clock,  P.  M.,  and  run  through  rails  from  18  to 
21  feet  in  length,  7  inches  in  bight,  weigbine  93 
pounds  to  the  yard,  in  an  average  time  of  1  minute 
to  each,  to  the  admiration  of  all  present.  The  pe- 
culiarities of  this  invention  are,  that  rails  are  run 
through  at  a  welding  heat  in  about  one-half  less 
time  and  with  one-third  less  labor  than  by  the  old 
horizontal  rollers. 

The  chief  advantage  accomplished  by  this  new 
machine  is  the  ability  to  roll  flanged  bars  of  great 
width,  and  such  as  cannot  be  made  by  the  ordina- 
ry means  in  use.  It  is  proposed  to  make  wrought 
iron  beams  in  these  rolls,  and  they  are  well  adapt- 
ed for  this  purpose. 

The  triumphant  success  of  the  experiment  cre- 
ated a  sensation  of  joy  throughout  the  company 
present.  The  foreman  of  the  gang  of  men  in  charge 
of  the  new  mill,  Mr.  David  James,  mounted  the 
rolls  and  proposed  three  cheers  for  the  victory 
they  had  just  accomplished.  These  were  given 
with  great  enthusiasm  by  the  whole  crowd. 
Cheers  were  then  given  for  Pet«r  Cooper,  Edward 
Cooper,  Charles  Hewitt,  William  Borrow,  and  the 
Trenton  Iron  Company. 

This  invention  is  an  important  one  to  the  Com- 
pany, and  gives  a  degree  of  success  in  the  manu- 
facture of  railroad  iron  not  enjoyed  in  any  other 
establishment  in  this  or  any  other  country.  Its 
value,  therefore,  is  incalculable,  and  every  Tren- 
ton man,  as  well  as  every  friend  of  manufactures 
in  the  country,  will  rejoice  at  the  success  of  this 
experiment.  The  inventor,  Mr.  William  Borrow, 
has  spent  much  time  in  bringing  this  invention  to 
perfection,  and  to  bis  indefatigable  energy  and 
mechanical  prescience,aided  materially  by  the  gen-' 
erous  and  liberal  expenditure  of  Mr.  Edward 
Cooper,  is  the  world  indebted  for  this  important 
and  invaluable  process  of  manufacturing  railroad 
iron. — State  Gazette. 


(To  tlis  Editor  of  the  American  Riulrofti  Joiunal.) 
Superintendent's  Office. 
Cleveland  and  Pittsburg  Railroad. 

Cleveland  Oct.  11,  1854. 

Mr.  Editor  :  My  attention  has  been  recently  cal- 
led by  E.  T.  Sterling  Esq.,  agent  of  the  Cuyahoga 
Steam  Furnace  Company  of  this  City  to  an  article 
in  the  Railroad  Journal  of  16th  ultimo,  reftrring 
to  extraordinary  accoimts  of  the  economical  per- 
formance of  Cleveland  locomotives,  which,  as  is 
alledged,  have  been  copied^ by  yosr  exchanges 
without  thr^ing  any  light  upon  the  means  by 
which  such  results  have  been  attained.  Mention 
Is  made  of  a  p<irticular  trip,  giving  distance  run 
and  quantity  of  wood  consumed,  which  is  sub 
stautially  correct.  The  experiment  having  been 
made  on  the  Cleveland  and  Pittsburg  Bead,  Mr. 
Sterling  has  referred  the  matter  to  me,  as  one 
conversant  with  the  facts,  and  the  performance  of 
the  engine  built  at  his  works  in  comparison  with 
those  built  at  other  shops,  requesting  mc  to  make 
a  statement  in  detail.  With  your  consent  I  will  do 
so. 

Having  for  several  days  had  an  accurate  ac- 
count kept  of  the  number  of  cars  hauled,  number 
of  miles  run,  and  quantity  of  wood  consumed  daily 
by  each  of  nine  locomotives  built  at  three  difier- 
ent  shops,  not  including  the  Cuyahoga  Works,  I 
am  prepared  to  malco  a  statement  of  the  compara- 
tive i^erforraance  of  one  Eastern  built  engine,  with 
the  Cleveland  engine  to  which  your  article  refers. 
I  have  selected  this  particular  eastern  engine  for 
two  good  reasoDS-T-firstj  because  it  consumed 


a  less  quantity  of  wood  than  either  of  the  other 
eight,  and  seeond,  because  it  was  managed  by  the 
same  engineer  who  ran  the  Cleveland  Engine. 

For  the  purpose  of  exhibiting  the  comparative 
size  and  form  of  the  two  engines.    I  furnish  the 
dimensions  and  peculiarities  of  each  as  follows  : 
Dimensions  of  Engines.      Ohio.       Massachusetts. 

Diameter  of  Cylinder 16  in.  16  in. 

Length  of  Stroke 22"  20" 

"      "flues 11  feet.         llfeekk. 

Diameter  of  flues 2  io.  l^io- 

Number     "    "    134  144 

Diameter  of  Boiler 46  in.  46 in.     >.; 

Number    "  drivers 4  4 

Diameter"        "     6  fl.  5|  ft. 

Weight 60,000  lbs    50,760  lbs. 

Connections outside.       inside. 

Cut  off variable.      half  stroke. 

The  Ohio  engine  was  built  by  the  Cuyahoga 
Steam  Furnace  Co.  of  Cleveland.  £.  T  Sterling 
Agent,  and  the  Massachusetts  engine  was  built  at 
one  of  the  best  locomotive  establishments  in  that 
State. 

In  order  to  make  a  comparative  showing  of  the 
performance  of  the  two  engines,  that  shall  not  ap- 
pear partial  or  invidious,  I  select  the  same  trip 
for  each,  as  regards  distance,  direction,  gradients 
and  weight  of  train.  j        .       i.  •::.*,^  >: 

Distance    run,   Wellsville    to  <■   ■ 

Cleveland -r»  101  miles.     . 

Total  length  of  40  and  60  Teet 

grades 21  miles.        ;; 

Total  ascent  of  all  grades 1256  feet.  -ry " 

Number  of  Cars  hauled— three  -  -/• -. 

44  miles  aod  four 57  miles. 

Total  number  of  stops  made..     20 

Speed  of  train  ineludiog  stops.    23  miles  per  hour. 

Wood  consumed   by  Massa-  -«tr-<-?' 

chusetts  Hngine 260  feet.        «.    .;. 

Wood  consumed    by    Cleve-  :  •  •"* 

land  Engine. r 90  ...  •  J   --.j  ;  . 


Excess  consumed  by  Massa-  >'  -V" 

chusetts  Engine 170  feet.      ^  "' 

The  same  Cleveland  Engine  also  run  three  times 
over  the  entire  length  of  the  Cleveland  and  Pitts- 
burgh Railroad,  and  once  from  Cleveland  to  Alli- 
ance and  back  to  Cleveland,  also  four  times  be- 
tween the  Pier  and  the  machine  shop  at  Cleve- 
land, performing  the  entire  distance  of  430  miles 
with  one  tender  of  wood.  The  capacity  of  the 
tank  is  1500  gallons.  The  wood  was  of  good 
quality,  all  hard,  carefully  packed  and  in  quan- 
tity about  S^'^  cords  of  128  feet. 

Distance  run  with  three  Gars 249  miles. 

"      "     four      "    171     " 

"        "      "     Engine  alone 10    " 

Total  distance  ascending  40  and  50  feet 

grades •. 102  miles. 

Total  ascent  of  all  grades 6489  feet. 

Total  number  of  stops 76 

Speed  of  train  from  23  to  30  miles  per  honr  in. 
eluding  stops.  The  results  of  these  exi)eriments, 
however  extraordinary  they  may  seem,  are  never- 
theless real. 

In  making  the  trial  no  personal  or  selfish  interests 
have  been  consulted,  the  reputation  of  no  particu- 
lar engine  builder  has  been  regarded,  but  taking 
a  comprehensive  review  of  railroad  interests  gen- 
erally, with  the  knowledge  of  the  fact  that  fuel  in 
many  portions  of  the  country  constitute  the  larg- 
est single  item  of  cost  on  railroad  transportation, 
and  that  a  piessiug  demand  h.is  arisen  for  the  dis- 
covery of  some  reliable  means  of  materially  re- 
ducing the  quantity  of  wood  heretofore  required 
to  perform  a  given  amount  of  service,  the  great 
desideratum  of  a  fuel  saving  locomotive  has  been 
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sought,  and  I  frankly  coDfess  my  entire  belief 
that  one  has  been  found  which  closely  approxi- 
mates perfection. 

Much  credit  is  due  to  the  engineer  and  fireman 
for  the  skill  and  economy  practiced  in  the  use  of 
the  steam,  and  the  fuel  to  generate  it,  but  the 
means  by  which  they  were  enabled  to  produce 
inch  satisfactory  results  are  attributable  to  the 
construction,  proportions  and  arrangement  of 
the  parts  of  the  engine ;  especially  to  the  perfec 
tion  attained  in  the  application  and  use  of  the 
variable  cut  off. 
•  n\., . .        ,  •  y  •  Respectfully  yours. 


^'^li^t 


J.  DBRAND,  Supt. 


(Vor  the  American  Railroad  Journal) 
Iron  Bridges. 
The^ublic  gensrally  in  this  country  and  some 
ciTil  engineers,  entartain  sorious  doubts  of  the 
•itfety  of  iron  bridges,  let  their  construction  be 
whataver  it  may.  They  have  been  led  to  believe 
that  the  failure  of  a  number  of  iron  bridges  in 
dificrunt  parts  of  the  country  has  been  in  conse- 
qn(>jice  of  some  inherent  defect  in  tl^^ature  of  iron 
which  renders  it  a  psculiarly  unsafe  material  to 
«se  in  tlie  construction  of  a  bridge.  But  any  in- 
telligent practical  man  knows  that  good  iron  is, 
and  (through  a  long  succession  of  centuries),  has 
proved  itself  to  be  a  gopd,  safe  and  reliable  mater- 
ial to  be  used  in  all  uses  where  strength  and  dura- 
bility are  required,  provided  always  its  dimen- 
sions are  in  good  proportion  to  the  service  it  is  re- 
quired tu  perform ;  and  he  knows  also  that  the 
cause  that  breaks  down  an  iron  bridge  is  of  the^ 
same  nature  as  that  which  breaks  any  other  piece 
of  iron  under  any  circumstances  whatever,  viz. 
that  the  strain  is  too  great  for  the  size  of  the  part 
that  is  required  to  bear  it,  and  he  is  led  to  believe 
that  the  exact  proportions  of  various  and  com- 
plicated strains  on  the  different  parts  of  a  bridge 
under  each  of  the  changeable  positions  in  which 
ft  is  required  to  support  a  load,  forms  a  mathema- 
.tical  problem  too  tough  for  the  cranium  of  many 
projectors  who  are  ready  to  undertake  the  con- 
struction of  bridges,  and  who  must  therefore  use 
»  wasteful  amount  of  materials  like  the  sports- 
man Who  scatters  a  haniful  of  shot  at  his  game, 
ia  expectation  that  one  or  two  grains  only  will  do 
•xecatioD,  otherwise  he  stands  but  a  small  chance 
of  successfully  hitting  his  mark. 

As  the  resources  of  the  country  and  business 
habits  generally,  require  economy  in  all  branches 

.  oi  coQStrnctioB,  and  as  there  are  already  experi- 
enced and  mathematical  minds  engaged  in  the 
business  who  can  build  a  bridge  superlatively 
strong  and  safe,  and  still  comparatively  cheap  and 
light,  o«r  blind  blundering  botches  (who  are  ge- 
nerally too  ooQceitsd  to  copy  the  work  of  their 
uore  intelligent  competitors)  must  build  a  cheai^ 
bridge  or  none  at  all ;  and  this  is  the  cause  of  the 
failure  of  so  many  iron  bridges  in  this  country 
Not  Uiat  our  bridges  are  worse  planned,  or  more 
poorly  constructed  than  those  of  England  or  any 
of  the  old  countries,  or  that  wo  have  a  greater 
proportion  of  fools  among  our  civil  engineers ;  but 
that  in  the  latter  country  they  are  more  liberal  of 
expenditure  and  use  such  a  profusion  of  materials 
that  in  the  most  exceptionable  <yMes  there  still 
exists  a  good  mathematical  bridge  of  safiQcient 

:  strength,  buried  in  the  superfluous  iron  that  sur- 
vounds  it,  Uke  the  statue  that  may  be  supposed  to 
be  buried  in  a  block  of  marble,  awaitioc  only  to 


have  the  superfluous  stuff  removed.  As  I  doubt 
the  •possibility  of  getting  the  greater  portion  of 
the  readers  of  the  B.  B.  Journal  to  swallow  long 
prosy  articles  upon  so  dry  a  subject,  I  will  follow 
it  no  further  at  present,  but  in  a  series  of  very 
short  articles  in  future,  present  some  of  the  kadiug 
principles  that  govern  the  stability  of  a  bridge, 
and  endeavor  to  show  up  some  of  the  defects 
most  frequent  and  glaring  and  how  the  strength 
and  safety  of  an  iron  bridge  may  be  as  ccrtjuuly 
and  accurately  calculated  as  any  other  mathe- 
matical question. 

;  .  ^.-ftr :-     D.  BLANCHARD,  Architect, 

Troy,  N.  Y. 

Maasaelinsetts  Railway  DlTideiMls. 

The  following  table  exhibits  the  per  centage  of 
dividends  paid  by  sixteen  railroads  of  Massachu- 
setts during  the  last  five  years,  and  the  total  cost 
of  said  roads  at  the  l^eginning  of  each  year. 

January  1,  1849,  the  sixteen  roads  named  cost 
$40,002,000  ;  January  1,  1854,  $43,029,400— in- 
crease, $3,027,400.  Their  net  earnings  in  1848 
were  $2,729,160;  in  1863,  $3,318,800— increase, 
$589,650. 
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.  Boston  Courier. 


Bnffklo  and  Ncmt  York  City  Kailroad  Bond** 

The  interest  on  the  Buffalo  and  New  York  City 
Railroad  Bonds,  due''  in  May  last,  is  being  pud  at 
the  Bank  of  Commerce.  The  trustee,  Mr.  Stevens, 
has  issued  the  annexed  circular  to  the  bondliold- 

ors:  ..      _  ..,,_  j 

' '  ■         "  " New  York,  Apr.  2d,  1864. 

"Gentt.emen — In  the  suit  for  the  foreclosure  of 
the  first  mortgage  bonds  <>f  the  Buffalo  and  New 
York  City  Railroad  Comp.iiiy,  dated  Nov.  1,  1862, 
the  deferHlants  teiKlerod  the  interest  due  in  May 
last  and  taxable  costs,  which  I  refused  to  accept. 
The  Court  thereupon,  on  their  application  aiid 
after  argument,  ordered  th.at  upon  bringing  the 
sum  tendered  into  CourJ,  an«l  paying  such  taxable 
costs,  or  paying  the  same  to  my  attorney,  Uje  suit 
should  be  stopi»ed  as  to  that  raorlgi^f. 

I  have  thereupon  received $17,600 

This  is  subject  to  the  counsel  fees  in- 
curred, not  chargeable  to  the  de- 
fendants, of J .  $250 

To  my  statutory  commissions ., .    276         625 

Balance....  ,...,. ,  ..,.L $16,876 

"  Divided  among  500  coupons,  givies  to  each  cou- 
pon $33  75,  at  which  rate,  on  presenting  the  cou- 
pons, you  will  receive  the  amounts] 

"  Yonr  obedi«*nt  serr4nt, 
"JOUN  A.  STEVENS,  Trustee."  ' 
We  learn  that  the  above  road  is  doing  a  good  bu- 
siness, and  we  presume   we  shall  piave  no  more 
failures  of  the   payment  "of  iater^t  on  the  first 
mortgage.  .>    ,'«  j 

Iron    Uollingr    JMilll  Property 
for  Sale. 

The  particular  attention  of  capitalists  desiring 
to  enter  AT  ONCE  (WITHOtJT  THE  DE- 
LAY of  putting  up  new  works,)  inti  the  manufac- 
turing of  Iron,  is  called  to  the  fullo^-ing; 

The  mill  is  situ.^ted  UPON  TIDE  WATER  (and 
ACCESSIBLE  at  ALL  SEASONS  of  the  year  for 
shipments)  between  New  York  and  Philadelphia 
— Coal  can  be  had  at  the  very  lowest  rates — and 
in  point  of  convenience  and  .situ.-itjon  is  perhaps 
SECOND  to  NONE  IN  THE  COUNTRY.  In  AD- 
DITION to  its  PRESENT  adaptation  to  the  manu- 
facture of  MERCHANT  AND  BOILER  IRON,  it 
has  machinery  in  operation  for  making  WROUGHT 
IRON  RAILROAD  CHAINS  AND  SPIKES,  and 
could  readily  be  prepared  for  MAKING  RAILS 
together  WITH  ALL  THE  advantages  of  a  first- 
class  establishment.  It  is  well  known  that  in  the 
present  prosperous  condition  of  the  business  THE 
PROPERTY  WILL  PAY  ITSELF  IN  ONE  YEAR 
and  the  reason  of  the  property  being  disposed  of, 
is  that  the  owner  is  eng-iged  in  a  heavy  business 
in  the  Sute  of  New  York.  A  VERY  LIBERAL 
SPECIAL  charter  may  BE  BOUGHT,  under  which 
the  Mill  can  be  worked,  if  wanted.  It  is  needless 
to  say  more,  as  parties  interested  can  obtain  all 
information  by  applying  to  » 

J.  WOOD  &  SON,     ^ 
76  South  4th  street,  Philadelphia. 

P.  S. — A  portion  of  the  purchase  nooney  may 
remain  on  the  property,  or  otherwise.       44.  4t. 

THOS.  M.  CASH, 

PHILADELPHIA  RAILWAY  AGENCY,       . 

POR  THE  PURCHASE  OP  ALL  ARTICLES 
required  by 

RAIJLliOAD  COMPANIES 

ON  COMMISSION. 
Ottce  No.  80  South  Fourth  Street,  near  Walnot, 

IPH1L.ADEL.PHIA.     i,.  C 

REFERENCES. 

RtCBAKD  NosRiS  &,  SoN,  Locomotive  Buildeni,  PInladtiphia. 
WmTL).  Li»i8,E»q.,Pr«i'tC*t«wi«6aH  U.Co.,  „        ... 

CBAKLBS  U.  flSBER,  K«4.,  „ 

Jobs  CALDWBLL,E8q.,Pres'tS  CaroPaRR  Co,  Chailftmi 
J.FiiiCK!iBTHEUOBK,£aq.,Pre><'tN.East'nK.R.4Jo..  „ 

A.  B.  Warfdrd, 

Cfaisf  £iigtiMer,Sasqaefauiiis  Bailnwd,  HarrisborK,  Pa. 
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New  York  and  £rie  R.  R. 

On  and  after  Wednudai/,  Sept.  20M,  and  until  fbrtber  notice 

_*«M         PASSENGER  TRAINS 
J^^^^  will  leave  Pier  foot  of  Doaoc  street, 
•^^^Wl  as  foUowB,  viz  :— 

BoFrALO  ExpBBSS,  at  6  a.a).  for  Buflblo. 

DcNKiBC  Express,  at  6  a.m.  for  Dunkirk. 

Mail,  at  8%  a.m.  for  Dunkirk  and  BuflUo,  and  intermediate 
gtiitious. 

RocKLA!<D  Passesger  at  3X  P-m.,  (from  foot  of  Cbanib«rs 
Street)  via  Pienuont,  for  Buffeni  and  iiiteniiediate  stations. 

Wat  Passenger,  at  4  p.m.,  for  OtisviUe,  and  intermediate 
stations. 

NiQHT  Express,  at  b>i  p.m.  for  Dunkirk  and  Bufialo. 

EMiORAiiT,  ate  p  m.,  for  Dunkirk  and  ButKUo  and  intemiedi 
ate  stations.  • 

On  Bundays  only  on*  Express  Train— at  5X  p.m. 

Theae  Kxpress  Trains  connect  at  Buffiilo  with  firnt  rlass 
splendid  Steamers  on  Lake  Erie  for  all  porta  on  the  Luku  ; 
and  at  Dunkirk  with  the  Lake  Shore  Railroad  for  Cleveland, 
Cincinnati,  Toledo,  Detroit,  Chicago,  etc. 

D.  C.  McCALLUM,  General  Sup't. 


Loivell  Machine  Works. 

ALDRICH  &.  CALVERT  Gate  Aldrich,  Ttsq  A  Co.) 
manufacture  and  (Umiah  to  order,  at  short  notice. 

Machinists'  Tools 

of  various  description  and  with  the  latest  improvements ;  as 
en^ne  lathes,  with  swing  16,  20,  24,  28,  30  36,  48  iochei  up  to 
is  feet,  and  bed  made  to  turn  any  deuirable  length  ;  fuaning 
machines,  to  plane  3X,  6,  8,  10,  12, 18,  20,  22  feet  long,  and  18 
24,  28,  38,  40,  48,  60  inches  square  ;  also  hand  lathes,  compound 
■planers,  siting  and  shaping  machines,  vertical  drills,  bolt 
cutters,  and  many  otner  tools  used  in  railroad,  repair  and  ma- 
chine sbopsw 

Lowell,  Mass.,  Jan'y  1, 1883. 41^y 

New  Work  on  Engineering 
Drawing. 

J^HN  WILEY,  167  Broadway,  New  York, 
hoi  now  ready : 

AMANUAL  of  TOPOGRAPHICAL  DRAWING, 
by  Lieut.  R.  S.  Smith,  U.  S.  Army,  Assistant 
Professor  of  Drawing  in  the  U.  S.  Military  Acade- 
my, West  Point. 

Illustrated  with  numerous  colored  plan.s  and 
drawings,  1  vol.  8?o.  Price  $1  50. 

%*  Mailed  to  anypart  of  the  United  States, 
free,  on  receipt  of  the  price  of  the  book. 

"The  great  activity  which  pruvaila  in  regard  to 
internal  improvements,  is  constantly  calling  into 
the  flcld  numbers  of  young  engineers,  and  already 
many  instructive  works  have  been  addressed  to 
them  on  almost  every  detail  connected  with  their 
profession,  except  map-making. 

The  design  of  this  manual  is,  to  be  a  practical 
assistant  and  office  companion,  to  be  consulted  on 
all  matters,  connected  with  Topographical  Draw- 
ing, from  the  first  sketch  of  a  preliminary  survey, 
to  the  complete  map." — Extract  from  preface. 

*^*  A  large  assortment  of  Engioeeriog  and 
Mechanical  works  kept  constantly  on  hand,  cata- 
logues of  which  will  be  furnished  gratuitously  on 
application  as  above.  44  2t. 


Notice  to  Contractors. 

PROPOSALS  are  requested  until  tlm  fifteenth 
of  November  next,  for  the  graduation  and 
masonry  ofctwenty  miles  of  the  Third  Division  of 
the  Pacific  Railroad  of  Missouri,  extending  from 
Gray's  creek,  near  Jeflferson  City,  to  the  summit 
of  the  country  westward.  The  work  is  divided  in- 
to sections.  Payments  will  be  ninety  per  cent,  in 
cash  and  10  per  cent,  in  bonds. 

A  profile  of  the  work  and  the  quantities  can  be 
seen  at  the  Resident  Engineer's  office,  Jefferson 
City,  or  at  the  office  of  Kirkwood,  Porter  &  Co., 
at  the  same  place,  where  further  information  can 
be  obtained  of  Mr,  Porter.  The  line  is  ready  for 
examination  and  the  work  can  be  commenced 
forthwith. 

Proposals  will  also  be  taken,  any  time  during 
the  next  six  weeks,  for  fidy  miles  or  more  of  the 
work  beyond  the  above  mentioi^d  twenty  miles, 
subject,  however,  to  the  directions  of  the  Railroad 
Company  as  to  the  time  of  commencement  of  this 
last  mentioned  work. 

Information  as  to  the  general  character  of  the 
work  can  be  obtained  at  the  Engineer's  office  of 
the  Pacific  Railroad  Company,  St.  Louis. 

KIRKWOOD,  PORTER  &  CO. 

J«ffer90Q  git7, 21(h  Oct.,  ladl  44. 2t, 


Buffalo  Machinery  Depot. 

BUFFALO,  N.  Y. 
H.  C.  BROWN,  Sup't.     '   J.  W.  HOOKER,  Proprietor. 

I  AM  prepared  to  t'urnmh  and  will  keep  constanUy  on  haixl 
from  the  best  manufacturers  a  full  stock  of  Machinists' 
Tool*  for  railroad  and  other  shops  ;  such  as  Engine  and  Hand 
Lathes,  Large  Driver  Lathes,  Car  Wheel  Boring  Hills,  Power 
and  Hand  Planers,  Drill  Pressss,  Punch  and  Shears,  Axle  Lathes, 
Power  Wheel  Presses,  Bolt  Cutters,  &c. 

J.  W.  HOOKER,  Buffalo,  N.  Y. 
Fire!  Fire!  Fire! 
Preserve  your  books  in  one  of  Durj-ce  &  Forsyth's  celebrated 
Fire  King  safes.    They  are  perfectly  secure  and  excel  in  finish. 
J.  W.  HOOKER,  Agent,  Buffalo. 
Railroad  Track,  Suspension  and  Depot  Scales,  Dormant,  and 
Portable  Warehouiie  Scales,  Trucks,  Baggage  Barrows,  and 
Manifest  Presses. 

Buffalo  Machinery  Depot, 
General  Agency  for  Rochester  Scale  Works. 
U.  C.  BROWN,  Suj/t.  J.  \f.  HOOKER. 


Port  Morris  Manufactoi*y. 

WESTCHESTER  COUNTY,  N.  Y., 

ARE  prepared  to  execnte  orders  for  all  kinds  railroad  work 
and  have  on  band  the  approved  Railroad  Box  with  the 
raised  Journal ;  also  Car  Couplings  (Lewia'  Patent)  and  Hatchet 
Wreaches  fl-om  %b  to  $10  each. 
All  orders  punctually  attended  to  by  addressing  the  above. 

M.  C.  BAKER. 
NB.  Long  Irou  Planing  done  on  reasonable  terms. 
37  Cm.  108  Front  street,  up  stsirs. 


NOTICE. 

THE  Copartnership  heretofore  existing  between  the  under- 
signed, under  the  timi  of  Smith  6l  Tyson,  is  this  day  dis- 
solved by  mutual  consent.  Kithor  partner  is  authorized  to  set- 
tle the  businesH  of  the  concern. 

Jt  HOPKINSON  SMITH, 
.,    RICHARD  W.  TYSON, 
--  No.  25  South  Charles  st. 

Bdtimore,  July  Ut,  18&4 

Notice  of  Copartnersliip. 

THE  undersigned  have  tliis   day    formed  a  Copannership 
under  the  firm  of  J.  Uopkinson  Sniitli,  tR  which  Richard 
W.  Tyson  is  a  special  partner,  and  J.  Hopkinaou  Smith  is  the 

general  partner.  

J.  HOPKINSON  SMITH, 
RICHARD  W.  TYSON. 
Baltimore,  July  Ut,  1S54.  33  3m 


Notice  of  Copartnership. 

MR.PETKRMARIE,lieretolbreofthetirmofDECOPPET 
&  CO.,  has  this  day  fonne<l  a  copartnership  with  Mr. 
llUDOLPll  K  ANZ,  (lor  many  years  with  the  banking  house 
of  McHsrs.  L.  Von  llottiiian  &.  Co.,)  under  the  dmi  of  MARIE 
^  KANZ,  at  No.  27  William  stroeu 

Their  attention  will  be  devoted  to  the  purchase  and  sale  on 
Commission  of  Stocks,  Bonds  and  Foreign  Exchange,  and  to 
the  negotiation  of  Business  Paper. 
Neio  York,  Ul  September  16i>i.  •        .• .  /  SC  8t 


Steam  Kng^ine  and  Blowing 
Cylinders  for  Blast  Furnace 
for  Sale. 

A  STEAM  ENGINK,  30  inch  cyUud«r,  and  live  feet  stroke, 
together  wiUi  Blowmg  Cylindt-rs,  five  feet  diameter,  an<l 
six  Ifeet  stroke,  in  perfect  working  order,  for  sale.    Apply  to 
.  KDW.  BKCH  &.  KUNHAKDT,  02  Boaver  St., 
or,    A.  TOWAR,  Agent  Poughkeepsic  Iron  Works, 
23  tf  Pougfikeepaie,  N.  y. 


For  Sale. 

BY  the  Baltimore  aiKl  Ohio  Railroad  Company,  24  crato  ears 
adapted  to  railroad  purpose,  which  will  be  sold  at  a  rea- 
sonable price.    For  further  infonnation,  apiJy  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  K.  R.  Co , 
or,  BBIDaE.S   &   BKO., 
19  tf  64  Co«ytland  st.  New  York. 


Machinists^  Tools. 
SHRIVFK   &  BROTHERS, 

Cumberland,  Maryland, 

(on  Baltimore  4'  Ohio  R.  R.,  midway  betieeen  Baltimore  and 
the  Ohio  River) 

MANUFACTURBRa  of  Engine  Latlies,  Planing  Ma- 
chines.  Drill  Presses,  tland  Lathes,  and  other  Machinists 
Tools.  These  tools  are  built  In  a  superior  manner,  from  the  very 
best  materiiU»<,  and  are  particularly  adapteu  for  railroad  tliops 
and  all  others  repairing  first  rate  machinery.  Our  location  is 
very  advantageous  for  shipping  work  to  Uio  West  or  South. 
Orders  and  cooamunicatlons  receive  prompt  attention.  Address 
SURIVBR  &  BROTHERS,  Fulton  Works, 

Cumberlatid,  Maryland. 
August  19//i,  1854.  3-2  Cm 


liOW  Moor  iron. 

A  FULL  ASSORTMENT  of  this  superior  brand,  which  for 
strength,  soundne^^s,  and  uniform  quality,  w  confidently  re- 
commend^ for  all  work  requiring  good  iron,  consisting  of 
Round,  Square,  and  Flat  sizes  of  all  dimension.^,  constantly  in 
store  and  or  sale  In  lots  to  suit  purchasers,  by 

W.    BAILEY  LANQ  &  CO.. 

HOliffttreet 


Notice  to  Contractors. 


mioi 


Chief  Enoineer's  Office,  ) 

Columbus,  Ga.,  Sept.  6th,  1864.  J     • 

SEALED  PROPOSALS,  wiU  be  received  by  the 
undersigned  at  this  office  until  the  lat  day  of 
December,  for  the  clearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridget 
and  Culverts  of  the  Westeru  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. — 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  fur  one  or  more 
of  these  sections.  Separate  proposals  are  desired 
for  the  Track  Laying,  building  of  Bridgess  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  6)^  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps;  the 
Trestle  will  be  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  rivers  will  bo  crossed  with  the 
common  pile  bridging,  with  Truss  Pivot  draw  in 
the  centre  of  each. 

Specidcatjms  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  ondersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  pleaso  designate  it  aa  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  IVom  Mobile  to  the 
river  (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year ;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  eitheir  side  with  provision. 

Payments  will  be  made  one  third  {y^)  in  cur- 
rent funds,  one  third  in  the  Capital  Slock  of  the 
Company  bearing  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; the  balance  Oj)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Ga.,  Mobile,  Ala.,  or  in  N.  Y.,  at 
the  option  of  the  holder. 

To  bidders  personally  unknown  to  the  undei- 
signed,  Bond  and  lapproved  security  will  be  re- 
quired, to  an  amount  not  exceeding  ()^)  the 
amount'of  the  contract,  for  the  timely  and  faith- 
ful completion  of  the  same. 

'22)4  miles  of  the  Road  from  Girard  west  will 
bo  open  for  business  the  first  of  November,  and . 
52  miles  nine  months  thereafter.    It  is  the  inten- 
tion to  have  the  entire  line  of  245  miles  open  for 
business  early  in  1858. 

8t.37.  GEO.  S.  RUNEY.  - 


New  York  Liocomotiye  W  orks, 

JERSEY  CITY. 

THIS  COMPANY  are  prepared  to  execute  with  despatch, 
orders  for  Locomotive  Engines,  Tenders,  and  Railroaa 
Machinery  generally,  embracing  the  latest  ImproTemeota. 

The  works  being  located  near  the  water,  and  in  the  im- 
mediate vicinity  of  the  New  Jersey  and  Erie  Railroads  offers 
great  conveniences  for  shipping;.  ^i 

BREESE,  KNEELAND  &  CO.,         / 
Proprietors,  ** 

38  Ezchabge  Place.  ^ 
E.  P.  GOULD,  Superintendent, 

late  Master  Machinist  on  Hudson  River  R  B.  [40.tf. 

F\r\r\  TONS  No.  1  Glengamock  Scotch  Pig  Iron  in  lots  to 
\j\j\J  suit  purchasers  for  sale  by 

NAYLOR  &  CO., 

W  and  VUl  John  tt.  '9- 
N,  B.— The  above  Iron  constantly  imported-  32  it 


Rensselaer  Polytechnic  In- 
stitute. ** 

DESIGNED  fort  be  education  of  Architicts  and  Civil 
Emoinkbbb,— including      ailway,  Hydraulic,  Topographi- 
cal, and  Mining  Engineers. 

For  copies  of  the  Annual  Registir,  giving  lUU  information 
respecting  the  Institute,  apply  to 

B.  rKAiVKUN  GREENB,  DiTKtor,  R.  P.  I. 
92  %m  Troy,  Kew  York, 
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For  Sale. 

A  STATIONARY  Engine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
,    all  respects  and  finished  in  the  best  manner.   Has 
been  in  use  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
'  Paterson,  New  Jersey, 

*'  jul.l4  29  tf.]  or  74  Broadway,  New  York. 

Tbe  Lowell  Maebine  Shop 

.'■■S'  r^ONTINUBS  to  manubctnre  to  order,  FREIGHT   and 
\j  PASSENGER   LOCOMOTITES  of  diffwrent  daases, 

'  ''   witb  tbe  most  modem  improvementB, — 

also  MACHINISTS'  TOOLS, 

'-.  especially  adapted  to  Railroad  Repair  Shops,  and  to  the  coo- 

^  ■tnictioD  of  machinery  generally.  Tbeee  Tools  are  <rf  the  most 

approved  csnetruction  and  consist  in  part  of  Engine  Lathes, 

' ;;  Hand  Lathes,  Vertical  Drilling  Lathes,  and  Planers  of  various 

''   Bizes  and  lengths,  Compound  Planers,  Shaping  Uacbines,  Slot- 

.    ting  ilachiues,  Bolt  and  Nut  Machines,  Gear  Cutting  Engines, 

■  .•    Chuck?,  Compound  Slide  Bests,  Machines  for   boring  Crank 

Pin  Holes  in  Locomotive  driving  wheels,  Trip  hammers,  &c.,  &c. 

COTTON   MACHINERY  of  all  de8cription^  BOILERS, 

SHAFTING  and  MILL  WORK,  CASTINGS,  and  all  work 

°  *    usually  done  in  Machine  Shops  and  Foundries. 

WILLIAM  A.  BUKKE,  Sup't,  Lowell,  Mass. 

J.  T.  8TJEVEN80N,  Treasurer,  6  Tremont  st  Boston. 

•■  TTTAKTED.— To  take  charge  of  the  sale  or  in- 
5'  W  troduction  of  cerUin  valuable  PATENTED 
^  MECHANICAL  INVENTIONS,  a  person  who  can 
■p  furnish  satisfactory  evidence  of  character  and 
A.  ability,  for  such  business. — Address,  stating  views 
as  to  remuneration,  dtc,  L.  P.  C,  Post  OflSce,  New 
.    York.  44  3t. 


NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— Tbe  Committee  appointed  to  report  in  re- 
gard to  the  financial  afiairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  opened  on  the  10th  of  January  next,  for 
the  purchase  of  S4,000,000  7  per  cent.  Bonds,  re-' 
deemable  in  twenty  years,  with  interest,  coupons 
payable  1st  February  and  1st  August. 

And  that  for  the  purpose  of  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  huids  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  tbe  said  moathly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  aa  can  be  pur- 
chased at  the  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  «anceled  by  writing  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  the  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  820,000,000.  After  which 
the  said  monthly  paymeats  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  further  recommsnd 
that  tbe  Board  of  Directors  adopt  tbe  following  re- 
solutions : 

Wkereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
traffic  on  the  road,  and  the  state  of  the  finaoces 


of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  Ist  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.) 
CHARLES  MORAN.     "j 
SHEPHERD  KNAPP.    j        Special 
WILLIAM  E.  DODGE.    }■      Finance 
NELSON  ROBINSON,    I   Committee. 
'    GEORGE  F.  TALMaN.  J 
New  York,  Oct.,  21, 1854.  ';    ; '  , 

Sealed  proposals  will  be  received  at  the  oflBce 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1855,  for  the  purchase  of  $4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  1st  day  of 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bond.4  to 
pay  menthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  tbe 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
•JOMPANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trusteess  shall  invest  the  said 
monthly  payments  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  ascan  be  purchased  at  the  low- 
est  rates.  And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be  cancelled  by  writing  or 
priniingon  their  face  ;  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  but  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  as  they  become 
due,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  320,- 
000,000.  After  which  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  closed,  and  all  cancelled  bonds  and  tbe  unpaid 
interest  warrants  delivered  to  tbe  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  successful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  ;  20  per  cent,  on  the  20th  of 
January ;  30  per  cent.  1st  February ;  20  per  cent 
16th  February,  and  the  balance  on  the  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  will  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  oflfering  the  present 
loan  to  the  public  beg  leave  to  state  that  it  will 
be  amply  sufficient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  and  tbe  en- 
tire present  floating  debt  of  the  Company,  as  well 


as  to  complete  all  the  unfinished  work  now  under 
way. 

By  a  resolution  of  the  Board  of  Directors,  all 
future  outlays  oi"  every  kind  beyond  the  proceeds 
of  the  present  loan,  will  be  charged  to  expense 
account,  and  paid  from  the  income  of  tbe  Com- 
pany, af^ter  payment  of  tbe  interest  on  the  funded 
debt,  and  the  monthly  payment  to  the  Sinking 
Fund. 

Afler  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bonds,  the  position 
of  the  Company  will  be — 

Stock S10,024,000 

Bonds  of  1867,  First  MoKgage 3,000,000 

Bonds  of  1859,  Second  Martgage 4,000,000 

Bonds  of  1883,  Third  Mortgage 6,000,000 

Bonds  of  1862,  Convertible 3,600,000 

Bonds  of  1871,  Convertible 4,351,000 

Bonds  of  1875,  present  loan 4,000,000 

Total 824,875,000 

In  the  opinion  of  the  Directors  it  is  perfectly 

safe  to  estimate  the  gross  earnings  of  the  Road, 

for  the  coming  year,  at  $6,000,000,  from  which 

must  be  deducted  : 

Expenses  65  percent $3,300,000 

Seven  per  cent,  on  debt  $24,-  ' 

851,000 i...., 1,739,670" 

Sinking  Fund.. 420,000 

$5,469,670 

Net  revenue  equal  to  over  6  per  cent, 
on  stock  applicable  to  cash  dividends 
and  contingencies 540,430 

The  Directors  of  the  Company  are  confident  these 
estimates  will  be  fulJy  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  oi)oration  to 
Dimkirk,  have  been  forpas'gers  and  freight  alone— 
1851  to  18»2S3,047,748  increase. 

1862  to  1853  4,138,424  $1,690,676,  say  35|  perct. 
1853  to  1854  6,122,666       934,242,  say  23 J  per  ct. 

The  business  of  the  road  depending  mainly  on 
the  local  trafhc,  must  inevitably  increase  in  the 
same  ratio  as  the  population  of  tbe  Counties 
through  which  it  passes.  In  the  opinion  of  tbe 
Supermtendeut,  Mr.  McCollum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  in  the 
receipts  be  estimated  at  only  15  per  cent,  per  an- 
nual, which  is  not  much  over  one-half  of  tbe  av- 
erage increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  be  tested  in  1868. 

As  to  the  running  expenses,  as  they  were  ofily 
5oJ  per  cent,  in  1853  and  1854,  there  is  every  pr«- 
bability  that  with  rigid  economy  and  an  increai* 
in  the  traffic,  they  can  be  reduced  to  50  per  cenf., 
but  they  have  been  estimated  at  65  per  cent.,^o 
as  to  leave  ample  margin  for  contingencies. 

The  efiect  of  the  monthly  purchases  by  the 
Trustees,  of  the  Bonds  of  the  present  issue  ou 
their  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  the  original  purchasers  a  cer- 
tain profit  within  a  moderate  time ;  for  whilst  the 
amount  outstanding  wiil  decrease  each  month,  tbe 
absorption  by  the  biiiking  Fund  will  constantly  in- 
crease by  the  accruing  interest  on  the  Bonds  in 
the  hands  of  the  Trustess.  In  8  J  years  the  Sink- 
ing Fund  will  absorb  $4,768,053,  estimating  all 
the  purchases  of  bonds  by  tbe  Sinking  Fund  to  be 
made  at  par.  That  the  Company  will  be  in  a  con- 
ditiju  to  make  promptly  the  monthly  payments 
to  the  Sinking  Fund,  no  one  at  all  acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.  All  the  past  difficulties  of  the  Company 
have  arisen  from  the  necessity  of  contracting  for 
expenditures,  before  securing  the  requisite  funds 
to  meet  them.  This  is  now  entirely  at  an  end 
whilst  the  daily  increasing  revenue  of  the  Com- 
pany must  inevitably  increase  the  market  value  of 
its  Bonds,  as  well  as  of  its  Stock,  the  latter  of 
whicli  will  no  doubt  ere  long  take  rank  among  our 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "Proposals  for 
New  York  and  Erie  Railroad  Loan,     and  addres- 
sed to  DANIEL  DREW,  Treasurer,  Erie-pUce 
HOMER  RAMSDELL,  President. 

Nathaniel  Marsh,  Secretary. 

New  York,  Oct.  23, 1864. 
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The  British  Ctnarterltos 

AND 

BIaeliwood'8   Mas^azine. 


LEONAND  SCOTT  &,  CO.,  New  York,  continues 

to  re-publisb  tbo  fullonring  Britbh  Periodicals, 

viz :  * 

1.— THE     LONDON     QUARTERLY     REVIEW, 

(ConRervative.) 
2  —THE  EDINBURGH  REVIEW,  (Whig.) 
3.— THE    NORTH    BRITISH    JIEVIEW,    (Free 

Church.) 
4.— THE  WESTMINSTER  REVIEW,  (Liberal.) 
6.— BLACKWOODS    EDINBURGH  MAGAZINE, 

(Tory.)  .  :.,..    ..  v; 


The  present  critical  state  of  European  affairs 
renders  these  publications  unusually  interesting. 
They  occupy  a  middle  ground  between  the  has- 
tily written  news  items,  crude  speculations ,  and 
flying  rumors  of  the  daily  Journal,  and  the  pon- 
derous Tome  of  the  Aitnre  Liatorian,  written  af- 
ter the  livipg  interest  and  excitement  of  the  great 
political  events  of  the  time  shall  have  passed 
away.  It  is  to  4,hcse  Periodicals  that  readers 
must  look  for  the  only  really  intelligible  and  re- 
liable history  of  current  events,  and  as  such,  in 
addition  to  their  well-established  literary,  scien- 
tific, and  theological  character,  we  urge  them 
npon  the  consideration  of  the  reading  public. 

Arrangements  are  made  for  the  receipt  of  early 
sheets  from  the  British  Publishers,  by  which  wo 
are  able  to 'place  all  our  Reprints  in  the  hands  of 
Bubscfibers,  about  as  soon  as  they  can  be  furnish- 
ed with  the  foreign  copies.  Although  this  in- 
Tolves  a  very  large  outlay  on  our  part,  we  shall 
continue  to  furnish  the  Periodicals  at  the  same 
low  rates  as  heretofore,  viz  : 

Per  annum. 

For  any  oub  of  the  four  Reviews 83  00 

For  any  two  of  the  four  Reviews 6  00 

For  any  three  of  the  four  Reviews 7  00 

For  all  foju-  of  the  Reviews 8  00 

For  Blackwoo<r3  Magazine 8  00 

For  Blackwood  and  three  Reviews 9  00 

For  Blackwood  and  the  four  Reviews 10  00 

Payments  to  be  made  in  all  cases  in  ^idvance.  Mo- 
ney current  in  the  State  where  issued  will  be 
received  at  par. 

CLUBBINQ,  ' "    ■ 

A  discount  of  twenty  five  per  cent-,  from  the 
above  prices  will  be  allowed  to  Clubs  ordering 
four  or  more  copies  of  any  one  or  more  oi'  the 
above  works.  Thus :  Four  copies  of  Blackwood, 
or  of  one  Review,  will  be  sent  to  one  address  for 
$9 ;  for  copies  of  the  four  Reviews  and  Blaokwood 
for  $30 ;  and  so  on. 

POSTAGE. 

In  all  the  principal  cities  and  towns,  these 
works  will  b«  delivered,  through  Agents,  FREE 
OF  POSTAGE.  When  sent  by  mail,  the  Postage 
to  any  part  of  the  United  States  will  be  but 
TWENTY-FOUR  CENTS  a  year  for  "  Blackwood," 
and  but  TWELVE  CENTS  a  year  for  each  of  the 
Reviews. 

Remittances  and  communications  should  al- 
ways be  addressed,   post-paid,   to   the   Publish- 


ASHCROFT  STBAM   GAUGE. 


LEONARD  SCOTT  &  CO., 
64  Gold  Street,  New  York. 

To  CiYil  Engineers. 

A  GRADUATE  of  one  of  the  best  schools  of 
Civil  Engineering  in  Europe,  lately  returned 
to  this  country,  wishes  to  connect  himself  with 
an  Engineer  of  eminence  and  experience  as  as- 
sistant. —References  unexceptionable  as  to  quali- 
fications and  character. — Address  Engineer,  Box 
3286.  P.  0.,  New  York.  2t  46 

Railroad  Iron. 

2nnn  tons  Ejulroaa  Iron,  64   to  60   b«.  t)#r  lineal 
,v/Uv/  y«rJ.    For  8al«  by 

'  THEODORE  DKHON, 

3&>i  Broadway, 

Ntio  York. 
CootracU  made  as  above  for  Saib  divers       *t  Xnglub  or 
▲mericaa  porta  at  lowest  rataa. 


AMSRICAR 

8TKAM  GAUaS 

COMPANY. 

SOLE  PROPRIBTORS 


MANUFACTURKES 

rOK  TBI 

UNITED  STATES. 


-A- 

THE  OOMPANT 
ARX  PRSPARKD  TO 

Rxxcun 

OBDBR8    rOa    THXIR 

QAUOE 

AT   TSIIB     ILUretAOTOBT 

Ao.  4  Chariettown  /Street, 
BOaTON,  MASSa 


THIS  Company  purchased  of  Mr.  B.  H.  ASROsorr  the  Patent  for  the  above  (Huge  In  rebraary  last,  tad  ttsy  |ilMUiue  tfasra 
is  no  necassity  of  Rtsting  the  benefit  of  this  celebrated  Oauge,  which  has  obtained  so  much  repute  throaghoat  tha  Oomtry 
during  the  last  three  years,  as  a  matter  of  ecoooniy  and  safety  for  Railroadsi,  Statioaaty  Boilers  and  Steamflrs  its  e(p»l  hta  nevw 
been  disco verod.  The  Company  &\m  purchased  of  Mr.  AsHoaorT  the  Patent  for  the  Poatain  Moreau  or  India  Babbar  Oagga 
of  which  the  Ea-^tman,  Lowe  and  0«nnan  Gaujfe  are  considered  by  them  to  ba  inffingmeats.  Tb^  wiU  ftimWi  tfaa  India  Babbet 
Gauge  if  desirod,  although  tbey  tbiiik  it  cannot  be  depended  upon.  CI  ly 


LOCOMOTIVE  TYRES  made  Oom  one  bar.  Low  Moor  Bar  Iron  of  every  description,  Boiler  Plates,  Rivets,  and  Oar 
Axles  ;  also,  Wrought  Iron  Whcclfi,  Rpring,  Tool,  and  Machinery  Stcnl,  Iron  and  Brass  Tubsa,  Locomotive  Balances,  Horse 
Nails,  KnKlish  Iron  Wire.  Telegraph  Wire,  &c.,  for  sale  at  the  roanutactuier's  pricei),  by  W.  BiJLST  LAMQ  *  CO.,  64  OliST 
sL,  New  York,  and  9  Liberty  8<)uaie,  Boston,  sole  agents  in  America  to  the  Low  Moor  Iron  Oompsiif.  42tf 
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RAILROAD  SPIKKS. 


WROUGHT  IRON 

Chairs  and  Fastening??*. 

THE  umlersigiK-il  will  roiitinno  to  iimimfiuturo  with  increased 
raciliticH,  HOOK  A  FLAT  IIKAD  KAFLROAD  SPIKES, 
of  all  piitterns,  WROUGHT  and  CA8T  0HATK8  and  VAST- 
ENINGS,  BOILER  KIVKTa,  BOLTd,  BHIP  and  BOAT 
BPIKES  4cc    &.C- 

The  bek  quality  of  Rcflaed  Iron  Is  used,  an<l  all  orders  fille«1 
with  despatch. 

J.  H0PKIN80N  SMITH, 
No.  25  Smith  Charles  air. 
■^  Plense  direct  the  name  in  fUlL 
Baltimore,  July  Ist,  1864.  33  tC 

SEPTIMUS  NORRIS, 

«IVIL  MKOHANICAL  *  CONSULTING  ENGINEER 

OFFERS  his  services  to  Railroad  CompanieB  and  En^ineef^ 
to  provide  them  with  Plans  and  Proportions  of  I^ocoiiio- 
tives  for  burning  coal  or  wood  ,  calling  the  attention  of  Engl 
neers  and  Railroad  Managers  to  his  New  Patent  Boiler  for 
burning  Anthracite  Coal ;  also  Plane  tor  Depot  Buildings, 
Railroad  Tools,  and  all  kinds  of  Machinery  appertaining  to 
Railroads ;  he  will  also  superintend  personally  the  construction 
and  building  of  any  Locomotives  they  may  order,  in  this  or  any 
other  city,  so  as  to  insure  the  Coftipanies  receiviDg  good  ma- 
chines and  faithful  workmanHhip. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
neer upon  many  of  our  most  important  Roads,  in  their  Lo(^ 
tion.  Building  and  Equipment,  and  for  the  last  20  years  practi- 
cally engaged  In  the  Manufacture  of  Locomotives,  feels  satis- 
fied, he  can  sore  the  Companies  xoho  may  think  proper  to  en- 
gage hia  aervices,  many  dullars  and  loss  by  receiving  imperfect 
machine*,  which  have  been  built  and  put  together  hastily. 
▲ddreM  to  No.  28  Soouner  »t,  Pbiladelphit. 


Screw  Pile  Fonndations. 
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ALEXANDER  MITOHlLI/8 

Patent   Iron    Serew   Plle^ 

FOR  obt'iininir  peimanent  foimdntions  on  Rivers,  Moramet, 
and  QitirknrinJs,  for  Rsihvay  Bridges,  Viaducts,  Depots, 
Wharves,  iu-.  I.  W.  P.  LEWIS,  C.  E., 

Agtnt  in  the  United  Staiee, 
No.  30  South  5th  street,  Philadblpbia. 

NUGfiNT^S  CaiiLiEGK     * 

OP 

ENQINEEBS  AND  MECHANICS, 

Pmbbe  Sgucre,  Ctevdand,  Ohio. 
E.  Nugent,  C.  E.,  Principal. 

THE  design  of  this  Institution  !•  to  afford  yoong  men  an  op- 
portunity of  acquiring  a  knowledge  of  the  proftaalon  of 
Civil  Engineering,  and  to  Mechanics  and  Trademen  a  aound 
theoretical  aud  practical  knowledge  of  Matbematica,  Architec- 
tural and  Mechanical  Drafting,  Plain  and  Ornamental  Paoman- 
rjp,  «tc. 
lor  urtlMriMrtloaknaddrMitlMPrinelpaL 


-■T 


-••;•:•  t 


>:iAi«:^fUOt-  <l|i,U>f»*.IAii    ^A^^^'-iUfL: 


tvv 


AMERICAN   RAILROAD  JOURNAL. 


:]' 


.•1*' 


O^-f^ 


STEAM  NAVIGATION,  COMMERCE,  MINING,  MANUFACTURES. 
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HENRY  V.  POOR,  Editor. 
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Had»ou  Ujvcr  K«ilro«d. 

No  men  stand  higher  in  this  community  than 
the  directors  of  the  Hudson  River  Railroad,  but 
we  think  they  have  been  guilty  of  an  act  in  bring- 
ing out  their  new  loan  which  cannot  be  defended 
upon  any  other  ground  than  that  of  necessity. 
Some  two  years  since,  the  company  made  an  issue 
of  convertible  bonds  to  the  amount  of  $2,000,000, 
which  carried  their /itnd^d  debt  to  $8,000,000,  and 
the  entire  cost  of  the  road  to  nearly  $12,000,000. 
As  the  estimate  of  the  company,  made  so 
late  as  the  fall  of  1849,  placed  the  total  cost 
©f  the  road  at  something  less  than  $8,000,000,  the 
takers  of  the  convertible  bonds  had  a  right  to  sup- 
pose, and  did  suppose  that  they  would  produce  a 
sum  sufficient  to  complete  the  road.  They  were 
sold  at  90,  but  they  have  still  left  a  floating  debt 
of  about  $1,000,000,  and  the  road  still  unfinished. 
Only  a  small  portion  of  the  double  track  between 
Pooghkeepsie  is  yet  completed.  To  meet  the 
floating  debt  and  to  provide  for  their  fntare  wants, 
the  company  have  made  a  further  issue  of  third 
mortgage  bonds,  which  take  precedence  of  the 
convertibles.  The  company  provide  to  be  sure 
that  the  holders  of  the  convertibles  viay  exchange 
the  unsecured^  for  mortgage  bonds,  prcrvided  they 
will  t«ke  an  amount  of  tb©  new  low  equal  to  one- 


half  ot  the  convertibles  held  by  them.  Otherwise 
they  are  shut  out  of  the  mortgage  and  their  secu- 
rities may  be  rendered  entirely  worthless.  Now 
it  strikes  us  that  here  is  a  great  wrong,  and  a  very 
great  hardship.  The  holders  of  the  convertibles 
look  them.,  thinking  that  they  would  famish  suf- 
ficient means  to  build  the  road.  They  now  find 
out  their  mistake,  and  that  a  new  cla.s8  of  credi- 
tors are  to  come  in  and  take  precedence  of  them, 
and  unless  they  make  a  new  contribution,  defeat 
their  claims  altogether.  They  may  be  too  poor, 
and,  probably,  many  of  them  are,  to  take  any 
part  of  th©  new  loan,  and  must  pay  the  penalty 
for  their  poverty  by  losing  what  little  they  have. 

Clearly  the  company  could  not  have  sold  their 
convertibles  had  it  for  a  moment  been  supposed 
that  a  preference  would  have  been  given  to  a  fur- 
ther loan.  We  think,  from  the  acts  of  the  com- 
pany the  public  had  a  right  to  infer  that  the  con- 
vertibles would  furnish  a  sum  sufficient  to  com- 
plete the  road.  They  were  sold  therefore  under  a 
representation,  or  supposition  of  facts,  that  have 
been  shown  to  be  without  foundation.  The  com- 
pany would  be  the  less  consnrable,  had  (hey  kept 
the  public  informed  as  to  their  wants  and  the  con- 
dition of  the  road.  But  upon  all  such  matters 
they  have  maintained  an  unbroken  silence.  A 
person  might  as  well  attempt  to  guess  the  cost  of 
the  Pyramids  as  that  of  the  Hudson  River  Rail- 
road. To  take  advantage  of  their  own  wrong  and 
spring  a  trap  upon  an  unsuspecting  public,  is 
wrong  in  itself,  is  discreditable  to  the  parties.  It 
cannot  be  defended ;  only  explained  away  on  the 
ground  of  necessity. 


the  company  to  be  preferred  1  Certainly,  their 
equities  are  less  than  those  of  the  holders  of  the 
funded  debt.  T/iey  trusted  the  company  with  a 
debt  of  $8,000,000  hanging  over  it  which  the  pur- 
chasers of  the  convertibles  would  not  have  done. 
ney  trusted  the  company  without  security,  which 
is  now  to  be  given  to  them  at  the  expense  of  a 
meritorious  class  of  creditors.  The  reason  of  this 
preference,  we  presume,  is  that  the  holders  of  the 
floating  debt  are  the  officers  of  the  company  and 
their  particular  friends,  who  we  contend,  hare 
less  claim  for  preference  than  outsiders  who  trust- 
ed the  company  upon  an  assumed  condition  of  af- 
faini  Bine*  prored  to  be  inccrrwt,  and  known  to 


such  by  the  holders  of  the  floating  debt,  who  had 
the  power  of  taking  care  of  themselves,  if  Any- 
thing should  go  wrong. 

Now  we  believe  in  the  ultimate  success  of  the 
Hudson  River  Railroad,  and  that  both  the  princi- 
pal and  interest  of  its  funded  debt  will  be  met  as 
stipulated,  but  such^belief  is  no  apology  for  an  act 
which  stripped  of  all  subterfuge,  cannot  be  de- 
fended upon  any  principal  of  fair  dealing. 

From  facts  that  have  come  to  our  knowled^ 
since  the  above  was  written,  we  think  it  may  turn 
out  that  we  have  spoken  Uto  favorably  of  the  pro- 
spects of  the  above  company.  We  are  not  cer- 
tain that  there  are  not  parties  in  the  direction 
whose  interests  are  hostile  to  those  of  the  stock, 
and  convertible  bond  holders.  Why  should  lead- 
ing men  in  the  steamboat  business  on  the  river, 
which  is  the  great  competitor  of  the  road,  seek  a 
place  in  its  direction  unless  it  be  their  object  to 
embarrass  the  operations  of  a  work  which  threat- 
ens to  ruin  their  business  ?  We  also  find  in  th* 
direction  Presidents  of  two  roads,  and  the  leading 
director  in  another,  the  business  of  all  of  which 
would  certainly  bo  increased  were  the  Hudson 
River  Road  out  of  the  way.  We  should  like  to 
have  these  questions  answered.  Certainly  the 
interests  of  all  the  directors  named  are  strongly 
opposed  to  the  success  of  the  Hudson  River  Road. 
To  make  way  for  these  men,  others  were  left 
out  whose  interests  and  those  of  the  road  were 
certainly  identical.  The  Hudson  River  Road 
forms,  with  the  Central,  a  great  line  of  travel 
v>est.    The  President  of  the  latter,  therefore,  very 


But  why  are  the  holders  of  the  floating  debt  of  properly  had  a  place  in  the  directory  of  the  for- 


mer. Yet  at  the  last  election  he  was  left  out  and , 
the  great  man  in  the  Erie  Road  took  bis  place. 
Now,we  confess  we  are  too  gr<»en  to  see  any  other 
reason  for  this  change,  but  the  obvious  one,  to 
get  possession  of  a  nval  for  the  purpose  of 
strangling  it.  If  there  be  any  other  we  should 
like  to  be  let  into  the  mystery. 

It  is  not  to  be  concealed  that  the  Hudson 
River  Road  is  in  a  ticklish  position.  Although 
the  road  has  cost  some  $13,000,000,  any  party 
who  will  make  up  a  purse  of  $600,000,  or.  prob- 
ably $250,000,  can  control  it.  The  stock  which  is 
but  a  little  over  $3,600,000  is  selling  at  35  per  ct., 
which  is  equiyalent  to  about  $1,000,000  for  the 
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whole.  Now  to  crush  tb«  road  the  steamboat 
interest  would  not  hesitate  to  instantly  sacrifice 
this  amount.  But  one-half  of  this  sum  will  give 
it  the  command  of  the  road.  As  things  go,  $250,- 
000  would  probably  be  all  that  would  be  wanted, 
a  mere  bagatelle  compared  with  the  objects  to  be 
gained.  In  aid  to  the  steamboat  interest  comes 
that  of  the  Erie  and  Harlem  Railroads,  which  all 
pull  togttber.  If  therefore  the  thing  suggested  is 
not  already  consummated,  tho  parties  interested 
have  not  ahown  their  usual  conduct  and  dispatch 
io  such  matters. 

We  think  under  these  circumstances,  that  be- 
fore asking  any  more  money  from  the  public,  the 
company  should  show  their  hands.  The  sum  last 
estimated  as  necessary  to  complete  the  road  was 
S7,80O,0OO,  or  thereabouts.  This  amount  has  been 
nearly  doubled,  and  the  road  is  still  far  from  com- 
pletion. Now  where  has  all  this  money  gone  1  Echo 
only  can  furnish  an  answer — not  any  statements 
furnished  or  put  forth  by  the  company.  They  re- 
main dumb;  or  If  they  say  anything,  they  only 
make  the  matter  worse.  They  are  now  before  the 
market  for  money,  and  as  an  inducement  to  take 
their  bonds,  they  gravely  tell  the  public  that  the 
road  does  not  earn  the  interest  on  its  debts !  Does 
not  this  look  like  a  deliberate  attempt  to  dis- 
credit the  company  ;  and  if  so,  for  what  objects  1 

The  relation  that  this  company  has  sustained 
toward  tho  public  is  disgraceful  to  any  project. 
Irrespective  of  all  estimates  they  go  on  spending 
all  the  money  they  can  get.  For  what  objects  1 
Who  that  is  not  in  the  direction  knows  anything 
about  the  aflTairs  af  the  company  1  We  know 
large  holders  of  their  bonds  who  purchased  on  the 
strength  of  the  names  of  the  parties  connected 
with  tho  road,  who  know  no  more  about  the  in- 
terior management  of  the  company,  than  about 
the  interior  of  Japan.  But  this  state  of  ihings 
can  go  on  no  longer.  The  company  can  get  no 
more  money,  unless  it  be  at  the  sacrifice  of  the 
convertible  bonds  in  the  manner  stated.  They 
are  not  entitled  to  any.  unless  they  furnish  satis- 
factory pledges  as  to  its  application,  and  as  to  the 
policy  that  is  to  guide  in  the  management  of  the 
road.  Who  now  control  the  roadl  Owners  of 
North  River  steamboats ;  managers  of  the  Erie 
and  Harlem  Railroad ;  or  parties  sincerely|de8irous 
to  advance  the  interests  of  the  work  1  What  is 
the  malign  influence  that  keeps  up  such  a  con- 
stant change  of  subordinate  officers.  Why  does 
the  road  change  its  superintendent  every  six 
months  1  Why  do  men  who  have  acquired  a  good 
reputation  on  other  roads,  fail  to  give  satisfaction 
here  1  There  is  a  screw  lose  somewhere.  The  di- 
rectors are  cither  incompetent  to  select  suitable 
servants,  or  they  do  apl  know  when  they  are  well 
served. 

Notwithstanding  what  has  been  saldj  the  road 
possesses  elements  of  success.  Shall  these  be  al- 
lowed to  saT«  iti 


.    ..'  Rallroada  Completed. 

Two  important  lines  of  railroad  in  Ohio  have 
been  opened  for  business  in  the  past  week — the 
Central  and  the  Ohio  and  Indiana.  We  shall  give 
an  account  of  opening  celebration  next  week. — 
The  Steubenville  Railroad  i.s  also  nearly,  if  not 
quite  completed.  Ohio  is  rapidly  bringing  her 
works  to  a  close.        .V f-  y;j.-.MYr(;;'*>>'  d'-i?! 


TorlE  ^V^roaglit    Iron  Railroad   Cliialr 
'WorfcB— Jersey  City. 

It  is  but  a  very  few  years  since  Jersey  City  was 
deemed  quite  an  insignificant  suburb  of  her  great 
neighbor  opposite,  and  was  looked  upon  as  one 
which  could  never  become  of  great  consequence, 
being  built  upon  a  point  of  land  which  projected 
into  the  river  and  flanked  on  either  side  by  low 
marshy  grounds  which  were  often  submerged  at 
high-tides.  We  were  agreeably  surprised  then,  up- 
on a  recent  visit,  to  notice  the  changes  of  ten  or 
twelve  years.  In  the  place  of  a  small  suburb 
consisting  of  a  handful  of  houses  on  the  point  of 
rising  ground  with  two  manufactories  of  iron  and 
glass  on  the  lower  bay,  we  discovered  a  large  and 
flourishing  city,  extending  over  the  Harsimus  flats 
to  Bergen  Hill ;  Northward  to  an  easy  junction 
with  Hoboken,  while  Southward,  its  limits  are 
rapidly  nearing  Bergen  Point  and  Newark  Bay. — 
On  the  shores  we  saw  the  spacious  Cunard  docks, 
the  docks  of  the  various  Railway  companies  in  all 
stages  of  progress  from  commencement  to  comple- 
tion and  numerous  private  wharves  for  the  conve- 
nience of  manufacturers  and  tradesmen.  Here,  is 
received  all  the  immense  traffic  of  the  Erie,  the 
Union,  the  Morris  and  Essex  and  the  New  Jersey 
Railway  Companies.  Here  are  their  engine  hous- 
es and  their  repair  shops  for  this  terminus,  giving 
employment  to  hundreds  of  laborers  and  mechan- 
ics. The  marshy  grounds  on  the  northern  flank 
of  the  point  above  mentioned  have  been  filled  up, 
and  the  flats  extended  far  out  into  the  bay,  so  that 
its  waters  now  afibrd  admirable  facilities  for  the 
shipment  of  the  heavy  products  of  the  various 
manufactories  which  are  ranged  along  their  bor- 
der. Thus  it  is  seen  that  the  very  impedimenta 
which  it  was  formerly  supposed  lay  in  the  way  of 
its  considerable  growth  have  been  converted  into 
its  greatest  aids. 

On  either  bay,  as  we  have  chosen  to  designate 
the  waters  which  flank  the  city  on  the  North  and 
South,  are  situated  numerous  furnaces  and  manu- 
factories which  have  sprung  into  existence  in  an- 
swer to  the  increasing  demands  for  their  products. 
They  are  principally  stocked  and  sustained  by 
New  York  capital,  while  Jersey  City  has  been 
chosen  as  the  site  for  their  location  on  account  of 
its  comparatively  low  rents,  cheap  fuel,  greater 
advantages  for  shipment  in  all  directions,  &c. 

Among  other  establishments  we  noticed  the  New 
York  Locomotive  Works,  and  the  New  York 
Wrought  Iron  Railroad  Chair  manufactory.  As 
their  names  indicate  they  are  both  the  creations 
of  New  York  capital  and  the  principal  offices  of 
the  works  are  kept  in  this  city. 

We  were  particularly  interested  in  the  Chair 
Works  which  we  saw  in  full  operation  and  which 
we  will  endeavor  briefly  to  describe,  reserving  for 
another  article  what  we  saw  at  the  locomotive 
shop. 

Railroad  chairs,  which  are  now  so  generally 
used  for  holding  the  ends  of  the  rails  in  adjust- 
ment where  they  come  together  in  forming  the 
track  were  at  first,  whether  they  were  composed  of 
cast  or  wrought  iron,  made  after  very  awkward 
and  clumsy  patterns  involving  much  expense  with- 
out affording  requsite  security.  But,  like  all  oth- 
er portions  of  Railway  equipment,  vast  improve- 
ments have  been  made,  till  now,  we  have  rail- 
way chairs  made  entirely  of  wrought  iron,  of  the 
exact  dimensions  of  the  rail,  (a  pattern  section  of 


which  is  givec  with  the  order,)  as  light  as  is  con- 
sistent with  safety  and  perfect  security  o^he  rail- 
ends  from  displacement,  and  the  whole  work  is 
done  bv  machinery,  without  a  single  blow  from  a 
hammer  in  the  hand  of  man. 

The  New  York  Wrought  Iron  R.  R.  Chair  Com- 
pany have  a  shop  one  story  in  height  about  45  X 
60  feet  containing  a  small  furnace  or  oven  in  tlie 
back  part,  a  twelve  horse  power  engine  at  out.  side 
a  pair  of  huge  shears  about  in  the  centre,  a  large 
punch  with  two  points  some  six  feet  back  from 

the  shears  and  a  ^ort  of  nondescript  machine 
in  front  of  the  oven,  or  furnace,  we  suppose  it  is 
more  properly  termed,  which  is  in  reality  the  chair 
maker.  The  shears,  punch  and  furnace  prepare 
the  material  and  the  huge,  uncouth,  ungainly  look- 
ing thing  denominated  nondescupt  finishes  the 
chair  at  one  revolution.  v  ' '  '  '  '  =) 

Ry  the  politeness  of  Mr.  Benj.  T.  Smith,  tlie 
Superintendent,  we  saw  the  modus  operandi,  as 
follows : 

A  load  of  wrought  bars  is  thrown  in  at  the  door ; 
one  of  these  bars,  about  6  inches  wide  and  half 
inch  thick,  is  raised  by  ooo  man  and  placed  on  a 
roller-frame  of  the  height  of  the  shears  toward 
which  i'^  is  rolled,  and  by  means  of  which,  with  a 
gauge,  it  is  measured  and  cut  into  pieces  of 
equal  length,  say  about  eight  inches.  These  are 
taken  by  another  man,  who  places  them  one  by 
one,  flrstone  side  and  then  the  other,  in  the  punch, 
by  which  the  four  necessary  spike  holes  are  made 
neatly  and  smoothly  without  defacing  or  stretch- 
ing the  other  parts  of  the  plate  at  all.  About  one 
hundred  and  fifty  of  these  are  now  put  into  the 
furnace  and  gradually  brought  to  a  red  heat,  oc- 
cupying from  half  to  three-fourths  of  aa  hour. — 
When  the  proper  degree  of  heat  is  attained,  they 
are  passed  from  the  furnace  to  the  cutting  and 
bending  machine,  which  finijhes  them.  This  pro- 
cess requires  the  whole  force  of  the  shop — four 
men ;  one  to  haul  them  to  the  mouth  of  the  fur- 
nace, another  to  pass  them  to  an  iron  stand,  so 
that  the  third  may  seize  them  at  a  particular 
point  to  place  them  rightly  in  the  machine,  and  a 
fourth  to  catch  them  as  they  pass  out,  and  toss 
them  over  upon  a  bed  of  sand  near  the  scales  to 
cool,  after  which  they  are  strung  up,  weighed,  and 
are  ready  for  shipment  to  any  part  of  the  world. — 
One  set  of  this  apparatus  can  turn  out  about 
10,000  chairs  per  week,  of  ten  hours  per  d»y 
with  the  aid  of  four  men.  The  last  apparatus,  as 
mentioned  in  the  above  manufacture,  or  the  cut- 
ting and  bending  machine,  was  invented  by  Mr. 
Wm.  Van  Anden,  of  Poughkeepsie,  N.  Y.,  and  was 
patented  about  a  year  since.  We  regard  it  as  one 
of  the  most  ingenious  contrivances  wc  ever  saw, 
p«rforming^all  its  requirements  with  the  utmost 
precision  and  ""exactness.  Mr.  Van  Anoen  has 
disposed  of  his  right  to  this  important  invention  to 
the  N.  Y.  W.  I.  R.  R.  C.  Co. 

The  machine  alluded  to  consists  of  a  suitable 
frame,  a  shaft  propelled  by  power,  on  which  is 
secured  a  cam  for  operating  a  lever  for  depressing 
the  die  for  holding  the  metal  while  being  cut  by  a 
pair  of  roller  shears,  which  are  forced  upwards  by 
a  second  lever,  operated  by  a  second  cam,  also  on 
the  driven  shaft;  the  operation  of  the  rollers 
being  to  cut  the  grain  of  the  metal  more  perfectly 
than  by  a  fixed  or  punching  cutting  arrangement 
and,  at  the  same  time,  increasing  the  thickness  of 
the  metal  which  is  cut  to  be  formed  inCo  the  lips 
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of  a  chair ;  also,  in  combiDation  with  the  said  rol- 
ler shears,  two  adjustable  benders  secured  at  each 
side  of  the  machine  for  the  purpose  of  bending 
the  lips  of  the  chair,  and  giving  them  a  proper 
and  finished  shape,  as  they  are  cut  and  raised  by 
the  roller  shears,  so  as  to  give  them  the  form  of 
the  dies  from  which  the  chair  is  discharged  by  a 
forked  rod  attached  to  the  end  of  a  connecting  rod, 
Vvorking  on  the  main  driving  shaft,  aa  the  shears 
benders  and  die  are  restored  to  their  original  posi- 
tion. The  operation  of  this  machine  will  be  made 
more  tlear  to  the  mind  by  looking  at  the  cut  of 
the  chair  in  the  advertisement  of  the  Company. — 
One  of  the  most  important  features  in  the  chair  is 
the  contraction  of  the  iron  lip  into  greater  thick- 
ness and  consequent  strength,  by  the  process  of 
cutting  and  bending,  instead  of  the  natural  result 
of  drawing  and  weakening  it  just  where  the  great- 
est strength  is  required.  Having  the  curiosity  to 
test  this  matter,  we  tried  some  of  those  chairs 
which  we  saw  made,  and  found  the  thickness  of 
the  bend  of  the  Ijp  increased  about  one-eighth  of 
an  inch  above  the  original  thickness  of  the  bar. — 
The  natural  tendency  of  such  a  bend  would  be  to 
decrease  it  in  about  the  same  degree.  So  long  as 
the  present  patterns  of  rail  are  used,  strong  and 
are  satisfied  that  the  one  we  have  just  described  re- 
liable chairs  are  of  the  greatest  importance,and  we 
at  such  length  is  of  that  character.  The  office  of 
the  Company,  where  Mr.  Jicob  Rowe,  the  Presi 
dent,  can  be  found,  is  No.  8  Beaver^^^  «- .', 


'ii'iA   KtA.tti«rlcaik  Secnrlttes  abroad. 
■  We  have  beed  permitted  to  make  t^e  following 
extracts  from  a  private  letter  addressed  to  a  Bank- 
ing house  in  this  city    from  a  leading  Qerman 
House  to  which  we  invib«  attention.       .!mH2^'. 
"Messrs.  M.  &  S. 

Gentlemen — We  hope  the  gradual  improvement 
of  your  money  market  and  quotation  of  stocks 
will  continue.  Here,  transactions  in  American 
securities  are  very  limited,  and  the  Qerman  Press 
more  than  ever  feels  called  upon  to  direct  the  ge- 
neral opinion  against  them  by  all  sorts  of  articles 
made  up  of  truth  and  fiction ;  showing  knowledge 
on  some  points,  but  ignorance  on  a  great  many 
others,  but  all  tending  to  frighten  the  holders  of 
American  securities. 

The  great  question  now  is,  what  measures  will 
the  railroad  companies  take  to  place  the  owners 
of  mortgage  bonds  on  a  safe  footing ;  and  what 
plan  will  be  adopted  to  pay  off  their  loans  as  they 
may  mature ;  as  the  best  answer  to  all  such  ques- 
tions we  have  been  able  to  obtain  is,  that  such 
companies  as  may  have  the  good  fortune  to  finish 
their  roads  will  be  able,  from  a  credit  due  to  their 
success,  to  borrow,  or  renew  at  a  low  rate  of  inter- 
est, loans  that  were  contracted  at  high  rates. 
:  Answers  to  those  questions,  by  events  that  have 
recently  taken  place  are  more  urgently  demand- 
ed ;  and  we  hope  the  eflorts  of  the  leading  Bank- 
j.  ing  Houses  in  your  city  will  be  directed  to  secure 
the  creation  of  sinking  funds,  without  which,  you 
may  be  assured  no  farther  loans  can  be  sold 
here.  Railroad  companies  cannot  hope  for  suc- 
cess unless  they  come  before  the  public  with  their 
finances  better  regulated  than  heretofore.  Unless 
the  proper  reforms  are  effected,  we  must  side  with 
the  opposition,  or  may  have  to  become  the  leaders 
of  it        , 

It  would  b«  Yory  dwirablo  if  Uio  crisis  whidi 


agitates  the  money  market  throughout  your  whole 
country,  could  be  made  the  occasion  for  a  better 
regulation  of  your  financial  affairs. 

In  this  country  the  people  do  not  forget  what 
they  have  experienced  so  easily  as  Americans  do  ; 
and  they  will  be  careful  when  they  have  commit- 
ted one  mistake  not  to  get  caught  a  second  time ; 
especially  since  the  Buffalo  and  New  York  City 
Railroad  has  given  proof  that  holders  of  mortgage 
bonds  meet  with  many  difficulties  in  prosecuting 
their  claims,  and  are  not  even  safe  in  the  posses- 
sion of  their  property  against  the  interests  of  the 
directors,  which  is  sold  to  pay  their  private 
claims.  Yours 

H.  K.  &C0." 

These  above  suggestions  are  very  proper,  and 
we  have  no  doubt  the  present  crisis  will  form 
the  occasion  for  a  better  regulation  of  their 
finances  by  our  railroad  companies.  There  is 
abundant  need  of  reforms,  and  the  stringency  in 
the  money  market,  and  the  low  prices  of  railroad 
property  of  all  kinds,  will  direct  attention  to 
railroad  management,  which,  with  high  prices, 
and  good  times,  might  have  almost  entirely  been 
neglected.  We  are  certain,  from  the  reforms  that 
have  been  effected  and  aro  steadily  going  on,  that 
railroad  property  is  much  more  valuable  now 
than  it  was  six  months  ago,  or  than  it  would  have 
been  with  an  easy  money  market  and  quotations 
at  par,  for  securities  that  are  sell^g  at  50  cents 
on  the  dollar.  There  is  a  double  inversion.  Values 
have  gone  up,  while  prices  have  gone  down.  Wit- 
ness the  Erie  Railroad.  Are  not  the  bonds  of 
this  company  which  are  now  selling  at  70,  worth 
more  undes  the  new  regime,  with  prudent  man- 
agement, and  with  an  application  of  a-half  a 
million  a  year  to  a  sinking  fund,  than  when  they 
were  at  par,  and  the  company  rushing  onward  in 
their  headlong  career.  When  the  bonds  were  the 
kigJiest,  the  policy  that  characterized  the  compa- 
ny was  a  false  one,  that,  pursued,  could  end  in  no 
other  way  than  disastrously.  Now  that  it  is  a  sound 
one,  which  renders  the  securities  safe  beyond  a 
peradventure,  they  are  at  a  discount  at  30  per  ct. 
We  presume  to  say  that  the  case  cited,  which  is  a 
very  palpable  illustration  of  the  point  under  dis- 
cussion, is  equally  applicable  to  a  great  many 
other  roads  whose  securities  Jire  equally  depreci- 
ated, the  extent  of  which  depreciation  is  regard- 
ed as  the  measure  of  the  loss  of  the  holders, 
while  in  fact  they  are  never  so  well  off  as  at  the 
present  moment.  The  present  market  price  is  no 
criterion  of  value,  as  we  have  shown.  If  the  pur- 
chaser has  all  that  he  contracted  for  ;  if  the  road 
into  which  he  purchased  is  doing  as  well  as  he 
supposed  it  would  do,  what  has  he  to  complain 
of  Not  of  a  mistake  of  judgment,  for  he  has 
committed  none ;  not  that  he  has  not  a  good  se- 
curity ;  nor  that  he  is  in  any  danger  of  losing 
either  his  principal  or  interest ;  only  if  he  had  his 
moLcy  in  hand,  he  could  make  a  better  bargain 
now  than  formerly.  Bat  unless  the  roads  had 
been  built  he  could  not  n«w  have  had  them  at  a 
lower  price.  Had  he  withheld  his  purchases, 
there  would  have  been  no  roads  to  bny  into.  A 
man  cannot  eat  his  cake  and  have  it  at  the  same 
time.  '^ 

We  have  in  previous  numbers  attempted  to  ac- 
count for  the  present  low  price  of  securities.  We 
shall  again  refer  to  this  matter.  With  regard  to 
tb9  few  laptts  that  have  ta](eo  place  iu  t^9  pay> 
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ment  of  interest  on  bonds,  we  may  safely  challenge 
the  world  to  show  any  kind  of  business  where 
there  have  been  so  few  laiiures  as  among  our 
railroads.  It  must  be  remembered  that  there 
are  over  800  railroads  in  operation  in  the  United 
States,  and  100  more  in  progress,  upon  many  of 
which  large  sums  have  been  expended,  Estimat- 
ing their  funded  indebtedness  at  only  $10,000  p«r 

mile,  for  25,000  miles  in  operation  and  progress,  or 
S260,000,000  on  the  whole,  there  is  not  one  per 
cent,  of  this  amount  that  is  not  sufSciently  secur- 
ed. It  would  be  hard  work  to  show  where  one- 
half  per  cent,  of  this  sum  is  in  danger  of  being  - 
lost.  The  average  of  these  securities  bear  on  their 
face  seven  per  cent,  interest  and  upwards.  The 
purchasers  got  them  at  rates  that  yield  them  over 
8  per  cent.  It  may  be  safely  affirmed  therefore 
that,  under  any  contingencies,  with  all  possible 
losses,  the  holders  of  our  securities  will  secure  at 
least  seven  per  cent,  on  their  entire  investments. 
We  should  like  to  know  any  kind  of  investments 
that  in  the  long  run  pay  so  well. 
We  shall  pursue  this  matter  in  a  fature  nombw 

of  the  JOUBNAL.      .  ■  .'      -■  .»  -... 


York  amd  Cumbcrlaad  Railroad 

The  following  is  an  estimate  of  the  amount  re- 
quired to  meet  the  liabilities  of  the  York  and 
Cumberland  Railroad  Company,  and  complete  the 
road,  in  case  judgment  shall  be  rendered  in  favor 
of  Myers : 

Present  floating  debt,  including 

coupons  overdue 

Myers' award,  say 

Cost  of  completing  the  road,  vi2  . 

Land  damages $28,000 

Fencing 26,000 

Buildings,  &c., 7,000 

Construction,    35    miles,    Saco 

River  to  Great  Falls,  $25,000 

per  mile.  Wood's  contract...  I    910.000 


$100,000 
165,000 


$970,000    . 
Less,  estimated  value  of  work 

done  on  Western  Division . . .      70,000  900,000 


Aggregate  required $1,166,000 

RESOURCES,  VIZ  :  .... 

Bond   payments,    $13,000   per 

mile,  for  35  miles $455,000 

Stock  payment,  $6,600  per  mile.    227,500   682,500 

Cash  required $482,500 

Estimated  available  amount  of 

tincoUected   subscriptions    to 

the  present  stock 635,000 

Contribution  from  present  stock-  *  • 

holders,  6000 shares 300,000   ;  .. 

Contribution  from  present  bond-  ^ 

holders,    ZZ^'^   per    cent,  on  .4-.  .  •■. 

$343,000 214,000      " 

New  stock  subscriptions,  say.. $485,500 

Upon  obtaining  and  applying  tlie  resources 
above  indicated,  the  credit  of  the  company  would 
be  promptly  restored,  and  its  securities  would 
have  value  in  the  market. 

The  early  completion  of  additional  divisions  of 
the  road,  would  enlarge  the  net  income,  to  an  ex- 
tent sufficient  to  meet  the  current  interest  ou  the 
Company's  bonds. 

Satisfactory  assurance  can  be  given  of  the  entire 
completion  of  the  road,  within  twelve  or  fifteen 
months,  after  securing  the  cash  contributions  and 
subscriptions  as  above  proposed. 

In  that  case  the  sha;  eholders  and  bondholders 
may  entertain  the  most  reliable  confidence  that 
the  wkoU  amount  invested  in  this  enterprise  will 
become  productive  and  available,  within  a  verj 
early  period  after  the  complete  line  is  put  in  opera*. 
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G.  D.  Smithes  Six-wheel  Car  Tmck. 


v'     G.   D.  Smlth'«  Six  Wlt«cl-Car  Track. 

Fig.  1  represents  the  car  on  a  curve — it  is  an 
ordinary  four  wheeled  truck— B,  is  an  additional 
pair  of  wheels,  which  are  slightly  conical  about 
half  their  breadth,  or  thickness — C.  is  a  frame, 
bearing  on  the  truck  at  D,  and  on  the,  additional 
pair  of  wheels  at  E.  This  frame  is  always  held 
in  a  line  with  the  car  body  (represented  by  the 
dotted  lines,)  by  the  bearing  at  F.  and  also  by  the 
pin  in  the  end  of  the  frame  at  G.  which  plays  up 
and  down  in  a  guide  attached  to  the  car  body, 
thereby  making  the  bearing  uniform  in  ca^e  of 
any  nnevenncss  in  the  rails  &c.    '■  "        *  a.  i. 

•  It  will  be  observed  that  when'  the  car  is  on  a 
curve  these  leading  wheels  will  bo  carried  over 
the  outer  rail,  just  in  proportion  to  the  radius  of 
the  curve  and  the  distance  between  the  points  D 
and  E— consequently  the  wheel  on  the  outer  rail 
is  increased  in  dianleter,  and  at  the  same  timet 

Jfonrnal  of  Railroad  I<air. 

j  FHAUBULENT  OVER-ISSUES  OF  STOCK. 

The  first  of  the  two  following  decisions,  borrow 
ed  from  the  N.  Y.  Times,  discloses  a  distinguished 
jurist's  (Jud^e  Oakley's)  opinion  concerting  the 
Texed  legal  question  of  the  day : 

'  Harlem  R.  R.  Co.  vs.  Kyle.— The  facts  in  this 
case  are  probably  sufficiently  familiar  to  the  pub- 
lic. Mr.  Kyle,  Secretary  of  the  Harlem  Railroad 
Co.,  was  arrested  oa  a  complaint  and  afSdavits  set- 
ting forth  the  facts  of  thu  issuing  of  fraudulent 
stock.  Shortly  after  his  arrest,  ho  moved,  with 
out  putting  in  any  answer,  to  be  discharged  from 
arrest,  ami  the  motioa  wa.s  denied.  lie  then  put 
in  an  ans  Aer,  denying  many  of  the  allegations  of 
the  complaint.  Thu  motion  for  a  discharge  of  the 
order  of  arrest  was  then  renewed  and  denied  at 
Special  Term  pro  forma.  The  case  now  comes  upon 
appeal  from  this  order  at  Speial  Term,  denying  the 
motion  to  discharge  Kyle  from  arrest.  The  opin- 
ion of  the  Court  was  rendered  by 

OjkKLET,  C.  J. — Who,  after  stating  the  facts  in 
the  case,  proceeded  substantially  as  follows  :  The 
answer  does  not  deny  the  fraudulent  issuing  of  the 
.•«tock,  but  the  defendant  insists  that  the  Company 
as  such  is  no"  injured  by  the  fraud.  The  com- 
plaint coiUains  an  allegatioa  to  the  effect  that  this 
fraudulent  stock  cannot  be  distinguished  from  the 
genuice,  and  that  therefore  the  Company  believe 
that  they  will  be  obliged  to  assume  the  fraudulent 
stock.  The  fact  that  this  stock  cannot  be  distin- 
guished from  the  genuine  is  not  denied  by  the  de- 
fendant. And  the  question  is  whether  there  is 
such  a  probable  cause  of  action  by  the  Company 
against  the  defendant  as  will  warrant  his  arrest. 
If  it  i«  true  that  the  fraudolent  stock  cannot  be| 


brought  in  the  right  position  to  turn  the  curve,  as 
their  axle  will  always  point  to  the  centre  of  the 
curve,  whatever  m^y  be  its  radius — this  is  accom- 
plished by  the  bars  H.  connecting  the  leading 
axles  with  the  main  truck,  being  set  at  an  angle 
When  the  car  is  on  a  straight  line,  the  conical 
parts  of  these  wheels  are  altogether  inside,  or  be- 
tween the  rails,  allowing  them  to  run  on  their 
fiat  surfaces  with  the  common  track.  Now  if  the 
whole  weight  rented  on  the  two  axles  next  to  the 
ends  of  the  car  it  would  naturally  turn  the  curve, 
without  fianges  or  any  thing  else  to  guide  it,  but 
as  half  the  entire  weight  (in  the  cut)  is  on  these 
axles,  the  bearing  being  about  half  way  between 
the  points  D.  &  E,  then  half  the  weighf  is  in  the 
right  direction,  or  in  like  proportion.  If  these 
wheels  increase  in  diameter  a  little  more  than  to 
overcome  the  difference  in  the  two  rails,  the  outer 


feet  of  which  would  be  to  crowd  the  main  truck 
from  the  outer  rail,  by  pulling  on  one  rod  and 
pushing  on  the  other,  this  axle  turning  on  a  bolt 
immediately  over  its  centre  at  E. 

It  will  be  observed  from  the  foregoing  cut  and 
description,  that  the  object  of  Mr.  Smith's  inven- 
tion is  to  aid  in  running  curvas  without  breaking 
axles,  by  increasing  the  diameter  of  the  outer 
wheel,  so  that  it  will  travel  the  increased  distance 
of  the  outaide  of  the  curve  with  the  same  number 
of  revolutions  that  it  requires  to  traverse  the  in- 
ner rail  with  a  lesser  diameter.  This  operation 
relieves  the  main  track  of  one  half  its  load  and 
constantly  attracts  it  in  the  direction  of  the  curve. 
We  bespeak  for  this  invention  the  careful  attention 
of  railway  engineers  and  practical  men  as  one  of 
the  numerous  and  not  least  meritorious  projects 
for  security  against  broken  axles  and  wheels  and 


wheel  would  incline  to  travel  still  fatter — the  ef-|the  accidents  resulting  therefrom. 


Judgment  on  the  demurrer,  with  leave  to  th® 

plaintiff  to  amend  his  complaint.    Coeta  abide  the 
event.  ......-..,  .  „.it,  -* 

THE  RIGHT  OF  WAY.  ^ 

A  suit  was  lately  tried  in  the  Superior  Court,tn 
which  the  8th  Avenue  Railroad  Co.  was  plaintiff, 
and  Michael  Tracy  defendant,  for  detaining  the 
cars  by  traveling  upon  the  track.  Judge  Oakley 
charged  the  jury  that  such  hindering  of  the  cars 
is  illegal.  A  verdict  was  awarded  te  plaintifis  of  $50. 
i.Imitation    or  railway  charters. 

In  the  case  of  Tolman  against  the  Eastern  Coun- 
ties Railroad  Company,  a  bill  was  filed  by  a  share- 
holder in  the  English  Court  of  Chancery,  to  re- 
strain the  directors  of  the  company  from  complet- 
ing a  contract  they  had  made,  or  were  about  to 
make,  with  a  ste^im  packet  company,  in  order  to 
provide  communication  between  the  port  of  Har- 
wick,  in  England,  (one  of  the  terminus  of  the  com- 
pany's road,)  and  different  ports  on  the  continent. 
An  injunction  was  granted,  as  prayed  for  in  the 
bill.  On  a  motion  to  dissolve  this  injunction,Lord 
Langdale,  Master  of  the  Rolls,  held ;  That  the  Di- 


distinguished  from  the  genuine,  it  is  difficult  to 
see  how  the  Company  can  possibly  refuse  to  re- 
ceive the  stock.     It  would  seem  to  follow,  if  this 
is  the  case,  that  the  defendant  would  be  rosponsi 
ble.    We  think,  as  at  present  advised,  that  a  suffi 
cient  case  is  made  out  to  hold  the  defendant  to  ar 
rest. 
Motion  to  discharge  the  order  of  arrest  denied. 

ACTIONS  FOR  LOSS  OF  LIFE. 

Safford  vs.  Newton. — This  was  an  action  brought 
by  Chester  Safford,  personal  representative  of 
George  R.  Safford,  to  recover  damages  under  the 
statute  for  the  loss  of  life  of  George  R.  Safford, 
through  the  negligence  of  the  defondants,  who  are 
the  owners  of  the  steamboat  Empire,  running  be- 
tween this  City  and  Troy.  The  deceased  was 
scalded  to  death  on  this  boat  by  steam  which  es 
caped  from  the  boiler  into  his  state-room.  The 
accident  was  caused  by  a  collision  with  a  sloop 

This  complaint  stated  that  the  plaintiff  was  the 
son  of  the  deceased,  but  did  not  state  that  he  was 
his  next  of  kin,  or  that  he  had  legal  capacity  to 
sue,  nor  did  it  state  any  pecuniary  damage.  The 
defendant  for  these  reasons  demurred. 

Oakley^  C.  J.,  rendered  the  opinion  of  the 
Court.  He  said  that  the  practice  in  relation  tojrectors  of  the  Eastern  Counties  Railway  Company 
complaints  of  this  character  was  not  well  settled,  had  no  righb  to  enter  or  pledge  the  funds  of- the 
Complaints  had  been  tried  without  these  aver-  company  in  support  of  any  project  not  pointed  out 
menta — the  matter  being  open  to  proof  upon  the  ^  ^/^ir  oc/,  although  such  project  might  tend  to 


trial — and  there  had  been  cases  where  the  com 
plaint  particularly  set  forth  pecuniary  damage, and 
the  plaintj^'s  legal  capacity  to  sue  as  next  of  kin 
The  Court,  however,  had  come  to  the  conclu 
sion,  and  such  would  be  the  rule  of  practice  which 
they  would  hereafter  adopt,  that  it  was  necessary 
that  the  complaint  shoald  contain  these  aver- 
ments. 


increase  the  traffic  upon  the  railway,  and  although 
assented  to  by  a  majority  of  the  shareholders, 
and  althoagh  the  object  of  such  project  might 
not  be  against  public  policy;  and  that  acquies- 
cence by  the  shareholders  in  a  project,  for  how- 
ever long  a  period,  afforded  no  ground  whatever 
for  the  presumption  thai  suck  project  was  legal. 
Sir  John  Jervis,  Chief  Justice  of  the  Court  of 
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"  The  East  Anglian 
'  The  Eastern  Coan- 


Common  Pleas  in  the  case  of 
Railway  Company"  against  ' 
ties  Railway  Company"  said  : 

"  This  act  is  a  public  act,  accessible  to  all,  and 
supposed  to  be  known  to  all — and  the  plaintiffs  (a 
corporation)  must  therefore  be  presumed  to  have 
dealt  with  the  defendants  (also  a  corporation) 
with  a  full  knowledge  of  their  respective  rights, 
whatever  these  rights  may»be.  It  is  clear  that  the 
the  defendants  have  a  limited  authority  only,  and 
are  a  corporation  only,  for  the  purpose  of  making 
and  maintaining  the  railway  sanctioned  by  the  act, 
and  that  their  funds  can  only  be  applied  for  the 
purposes  directed  and  provided  for  by  the  statute." 
*  *  *  "  They  cannot  engage  in  any  new 
trade,  because  they  are  a  corporation  only  for  the 
purpose  of  making  and  u^aiu talcing  the  Eastern 
Counties  Railway.  What  additional  power  do 
they  acquire  from  the  fact  that  the  undertaking 
may  in  someway  benefit  their  line  I  Whatever  be 
their  object  or  prospect  of  success,  they  are  still 
but  a  corporation  for  the  purpose  only  of  making 
and  mamtainlDg  the  Eastern  Counties  Railway ; 
and  if  they  cannot  embark  in  new  trades  because 
they  have  only  a  limited  authority,  for  the  same 
reason  they  can  do  nothing  not  authorized  by  their 
act  and  not  within  the  scope  of  their  authority. — 
Every  proprietor,  when  he  takes  shares,  has  a  right 
to  expect  that  the  conditions  upon  which  the  act 
was  obtained  will  be  performed — and  it  is  no  suf- 
ficient answer  to  a  shareholder,  expecting  bis  div- 
idend, that  the  money  has  been  expended  upon  an 
undertaking  which,  at  some  remote  period,  may 
be  highly  beneficial  to  the  line."  *  * 

"  If  the  contract  is  illegal,  as  being  contrary  to 
the  act  of  Parliament,  it  is  unnecessary  to  consid- 
er the  effect  of  dissenting  shareholders,  for,  if  the 
company  is  a  corporation  only  for  a  limited  pur- 
pose, and,  a  contract  like  that  under  discussion  is 
not  within  their  authority,  the  assent  of  all  the 
shareholders  to  such  a  contract  (though  it  may 
make  them  all  peisonally  liable  to  perform  such 
contract)  would  not  bind  them  in  their  corporate 
capacity,  or  render  liable  their  corporate  funds." 
In  Salomons  against  Laing,  Lord  Langdale  said : 
"  A  railway  company  incorporated  by  act  of  Par- 
liaoient  is  bound  to  apply  all  the  Ihoneys  and  pro- 
perty of  the  company  for  the  purposes  directed 
and  pro  Tided-  for  by  the  act,  and  for  no  other  pur- 
poses whatsoever. "  The  same  principle  was  adopt- 
ed by  Lord  Cottonham  In  Bagshawe  against  the 
Eastern  Union  Railway  Company ;  by  Lord  Cran- 
worth  in  Beman  against  Rufford.  The  same  prin- 
ciples have  been  adjudicated  by  the  Supreme 
Court  at  Washington  in  the  leading  cases  of  Dari- 
mouth  College  against  Woodward;  Bank  of  Au- 
gusta against  Earle ;  and  Charles  River  Bridge 


ty.  and  capital  in  sustaining  and  promoting  schemes 
and  prospects  wholly  unauthorized  by  their  char- 
ters upon  the  plea  that  they  hoped  thereby  to  in- 
crease the  profits  of  the  shareholders,  then  there 
can  be  no  security  for  any  investment  in  the 
shares  of  any  corporation.  For,  in  the  language 
of  Lord  Langiale,  "  There  is  no  project,  however 
wild,  which  has  not  been  encouraged  by  some  one 
or  more  of  these  companies  ;  there  is  no  project, 
however  wild,  which  tha  shareholders  have  not  ac- 
quiesced in  from  one  cause  to  another,  either  from 
cupidity  and  the  hope  of  gaining  extraordinary 
profits  beyond  their  first  anticipation,  or  from  ter- 
ror of  entering  into  a  contest  with  persons  so  pow- 
erful. 


against  the  Warren  Bridge;  and  by  the  late  Su- 
preme Court  and  by  the  present  Court  of  Appeals 
of  this  State.  The  result  is,  that  it  is  the  settled 
law  of  the  English  Courts  in  England  and  in  the 
United  States,  that  a  corporation  is  the  mere  crea- 
ture of  the  statute  or  la-y  creating  or  authorizing  it, 
and  can  exercise  no  power  and  do  no  act  not  au- 
thorized in  terms  by  its  charter.  In  this  State 
every  act  of  a  corporation  not  authorized  by  its 
charter  is  expressly  prohibited  by  a  statute,  which 
declares  that,  "  In  addition  to  the  powers  enume- 
rated in  the^rst  section  of  this  title,  and  to  those 
expressly  given  in  its  charter,  or  in  the  act  under 
which  it  is  or  shall  be  incorporated,  tw  corporation 
shall  possess  or  exercise  any  corporate  powers,a(xpt 
such  as  shall  be  iiecessary  to  the  exercise  of  the 
powers  so  enumerated  and  given." 

The  learned  revisers  of  the  statutes  of  this  State, 
in  1830,  wisely  incorporated  this  provision  in  the 
Revised  Statutes ;  thus  making  the  common  law 
principle  a  part  of  the  statute  law  of  this  great 
State.  The  safety  of  all  investments  in  the  shares 
of  railroad,  banking,  insurance  and  other  incorpo- 
rations, depends  entirely  upon  the  strict  and  rigid 
adherence  of  our  courts  to  the  principles  enumera- 
ted in  the  above  prohibitory  statute,  and  in  the 
leading  cases  to  which  we  have  referred,  decided 
by  the  most  eminent  English  and  American  judges. 

If  the  directors  of  railtvay  and  other  corpora- 


The  Virginia  papers  are  publishing  series  of  let- 
ters upon  the  subject  of  inteFual  improvements  in 
that  State,  written  by  Lieut.  M.  F.  Maury,  of  the 
U.  8.  Observatory,  and  addressed  to  his  son  now  at 
school  at  Newburgh,  in  this  State.  The  Iett6r8 
although  written  in  that  familiar  style  suited  to 
the  relation  of  parent  to  child,  are  really,  we  take 
it,  designed  for  the  people  of  Virginia.      1-    /^ : 

The  discoveries  and  improvements  in  science, 
and  in  the  mechanical  arts  made  with  the  present 
century  have  so  increased  the  capacity  of^man  for 
anything  that  relates  to  his  maternal  progress, 
that  the  condition  of  a  people  a  thousand  years 
ago  contrasts  not  more  strongly  with  what  it  is  at 
the  present  time,thaQ  that  of  two  adjoining  States, 
one  of  which  plods  along  in  the  old  path,  while  the 
other  calls  to  its  aid  whatever  hnman  ingenuity 
and  skill  has  contrived  as  aids  to  efforts.  So 
potent  are  all  these  agencies  in  changing  the 
whole  aspect  of  society,  that  we  measure  exactly 
what  a  community  is  doing  by  the  visible  results. 
In  the  general  advance,  a  people  that  are  station- 
ary appear  to  retrograde ;  to  move  in  the  opposite 
direction. 

The  people  of  Virginia  find  themselves  this 
catagory.  Once,  their  State  stood  at  the  head  of 
the  Confederacy ;  a  position  to  which  she  is  still 
entitled  by  her  central  situation,  by  the  extent  of 
her  territory  and  natural  resources.  This  position 
has  been  lost  through  the  superior  enterprize, 
industry  and  intelligent  policy  of  other  States.— 
To  the  recovery  of  the  lost  ground  the  best 
minds  of  the  State  are  directed  ;  among  the  for- 
most  of  which  is  the  writer  of  the  letter  from  which 
we  have  so  largely  quoted. 

One  of  the  most  interesting  facts  connected  with 
the  progress  of  this  country  is  the  influence  of 
works  of  internal  improvement  on  the  course  of 
trade.  The  most  striking  examples  of  their  influ- 
ence is  the  vast  commerce  of  the  City  of  New 
York,  which  has  been  rendered  the  most  accessi- 
ble of  all  others  from  th«  interior.  Railroads  are 
undoubted  circulated  to  neutralize  many  of  the 
advantages  secured  to  her  by  the  Erie  Canal, 
which,  for  a  time,  was  the  only  Eastern  outlet  fore 
the  West.  The  extent  of  their  influence  in  the 
diversion  of  th^  trade,  and  of  transferring  it  to 
Norfolk,  among  other  cities,  is  au  interesting  pro- 
blem for  future  solution.  * 

Below  we  give  such  portions  of  the  two  first  let- 
ters of  Lieut.  Maury  as  are  appropriate  to  the  sub- 
ject under  discussion.  We  shall  continue  extracts 
in  our  next 

Let  us  take  a  map  of  the  United  States— a' 
globe  will  be  better— without  any  internal  im- 
provements, any  turnpikes,  canals  or  railroads, 
whatever,  marked  oat  upon  it,  for  I  want  to  show 


tions  are  allowed  to  embark  the  corporate  proper  jou,  first,  what  oalureliaadoao  for  Virginia;  then, 


we  will  take  another  map,  with  all  the  railways 
and  canals  upon  it,  to  see  whafrman  has  done. 

With  this,  and  such  other  information  as  I  shall 
give  you  from  authentic  sources,  we  shall  be  able 
to  understand  the  true  situation  and  present  con- 
dition of  the  Old  Dominion.  We  shall  see  how  far 
she  has  been  distanced  in  the  commercial  race ; 
how  far  she  has  been  left  behind  by  sister  Sutes, 
in  the  development  of  resources ;  and  then  we 
shall  be  able,  understand indy,  to  discliss  the  great 
question  which  is  now  engaging  the  attention  of 
her  sons,  viz :  the  true  policy  of  the  State  with 
regard  to  her  internal  improvements.  Perhaps  wo 
shall  be  able  to  satisfy  ourselves  how,  (if  you  and 
I  were  the  people  and  State  of  Virginia)  we  could 
recover  for  her  at  least  a  portion  of  her  lost  com- 
mercial advantages. 

With  a  common  terrestrial  globe  before  you, 
elevate  the  North  pole,  bring  Vera  Cruz  under  the 
brazen  meridian,  and  put  your  finger  on  Norfolk, 
— yon  now  have  a  clear  view  of  its  geogrophical 
relations  seaward.  As  to  the  natural  advantages 
of  position,  depth  of  water  and  accessibility  by 
land  und  sea,  Norfolk  has  no  competitor  among 
the  seaport  towns  of  the  Atlantic. 

Midway  of  the  Atlantic  coast  line  of  the  United 
States,  Norfolk  is  the  most  convenient  (because 
the  most  central,)  point  where  the  produce  of  the 
interior  may  be  collected,  and  whehce  it  may  be 
distributed  north  and  south,  right  and  lefl,  among 
the  markets  of  the  seaboard. 

its  climate  vi  delightful.  It  is  exactly  of  that 
happ}  middle  temperature  where  the  frosts  of  the 
North  bite  not  and  where  the  pestilence  of  the 
South  wakes  not.  Its  harbor  is  commodious,  and 
as  safe  as  it  can  be.  It  is  never  blocked  up  with 
ice,  and  as  to  the  egress  and  ingress  between  it 
and  the  sea,  it  posse!>ses  all  the  facilities  that  the 
maiiner  himself  could  desire.  It  has  the  double 
advantage  of  an  out«r  and  inner  harbor.  The  in- 
ner harbor  is  as  smooth  as  any  mill-pond  ;  in  it, 
vessels  lie  with  the  most  perfect  security,  where 
every  natural  facility  imaginable  is  afforded  for 
lading  and  unlading.  Being  ready  for  sea,  the 
outward  bound  trader  dro|)ping  down  from  this 
snug  mooring  and  approaching  the  sea,  finds  a 
storm  raging  from  outside.  The  outer  harbor 
then  affords  shelter  and  the  fury  of  the  gale  is 
spent,  when  the  white  winged  messenger  trips  her 
anchor,  trims  to  the  breeze  and  goes  forth  rejoic- 
ing on  h^r  way  to  the  haven  where  she  would  be. 

Moreover,  the  prevailing  winds,  in  the  parallel 
of  Noifolk  are  westerly  winds,  which  are  fair  for 
coasting,  and  for  going  seaward  in  any  direction. 
A  little  to  the  south  of  that  parallel  you  find  the 
North  East  trades,  which  are  fair  winds  for  the  in- 
ward bound  Norfolk  vessel. 

Then  there  is  the  Gulf  stream,  that  mighty 
river  in  the  ocean,  upon  the  verge  of  which  Nor- 
folk stands.  It^bows  by  with  a  current  which, 
without  the  help  of  sweeps,  sails  or  steam,  will 
carry  the  European  bound  vesssl,  out  of  Norfolk 
at  the  rate  of  nearly  oqc  hundred  miles  a  day,  di- 
rectly on  her  course. 

Then  at  the  sides  of  this,  and  counter  to  it,  are 
eddies  which  favor  the  same  vessel  on  her  return 
to  Norfolk.  These  hawse  her  along  and  shorteii 
her  voyage  by  many  a  long  mile. 

Next,  to  complete  the  survey  seaward,  cast  your 
eye  down  to  the  great  Amazonian  water-sheet  of 
South  America.  That  river  drains  a  district  of 
country  twice  as  large  as  the  whole  Mississippi 
Valley.  The  volume  of  water  discharged  by  the 
Amazon  into  the  sea,  exceeds  by  six-fold,  that 
which  the  Mississippi  empties  into  the  Gulf;  and 
it  opens  a  highway  for  commerce  and  navigation 
from  the  sea  to  the  foot  of  the  snow-capped 
mountains  that  rise  up  on  the  rim  of  this  great 
basin,  and  touch  the  clouds  under  the  Equator. 
This  country  is  to  be  the  cornucopia  of  the  worid. 
Its  climate  is  that  of  an  eternal  Spring ;  its  soil 
the  most  prolific  on  the  faccof  the  earth ,  and  its 
minerals  the  richest  and  the  rarest,  and  the  most 
abundant  that  ever  adorned  the  person,  or  minis- 
tered to  the  convenience  of  man. 

But  you  have  read  Lieut.  Herndon's  Explora- 
tions of  th&  Amazon — you  have  studied  with  me 
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the  physical  geography  of  the  couatry  drained  by 
it.  and  you  understand  how  and  why  the  winds 
are  constant  and  fair  both  ways,  for  vessels  trad- 
In?  between  that  river  and  Norfolk. 

Now,  take  a  string,  and  with  your  finger  hold 
of  one  end  of  it  in  the  mouth  of  the  Amazon, 
then  with  the  distance  thence  to  Norfolk  aa  a  ra- 
dios, sweep  on  the  globe  an  arc  of  a  circle  from 
Florida  to  Newfoundland,  and  you  will  be  sur- 
prised to  find  tuat  the  Atlantic  coast  is  very  near- 
ly a  perfect  arc  of  a  circle,  of  which  the  mouth  of 
the  Amazon  is  the  centre,  and  Norfolk  the  middle. 
Such  are  the  natural  advantages  of  Norfolk  sea- 
ward. Let  us  look  ashore  and  consider  them  land- 
ward. You  will  better  appreciate  these  by  study- 
ing them  in  contrast.  Therefore,  we  will  compare 
them  with  the  natural  inland  advantages  of  New 
York. 

A  biky  or  harbor  which  is  conveniently  access!- 
ble  to  the  sea,  is  supposed  to  offer  natural  advan- 
tages for  a  commercial  city  in  proportion  to  the 
fertility  and  extent  of  the  back  country  that  is  tri- 
butary to  it.  Thus,  we  say,  that  when  the  Valley 
of  the  Amazon  is  fully  peopled  up,  the  largest  city 
the  world  ever  saw  will  be  at  its  mouth.  Social 
aflairs,  political  relations,  or  the  requirements  of 
trade,  may  modify  thi.s  calculation,  and  place  the 
commercial  emporium  of  Amazonia  at  some  other 
point,  and  not  at  that  indicated  by  nature.  But 
you  will  recollect  we  are  con8id«ring  at  present 
oTily  the  natural  advantages  of  New  York  aud  Nor- 
'  folk ;  tbttir  artificial  advantages  we  will  consider 
at  another  time. 

The  back  country  that  is  naturally  tributary  to 
the  city  of  New  York,  is  confined  to  the  counties 
that  are  drained  by  the  Hudson  or  washed  by  the 
waters  of  the  Sound.  And,  if  there  were  no  such 
things  as  internal  improvements,  no  way  in  the 
interior  by  which  produce  and  merchandise  could 
be  transported  from  one  water  shed  to  auotber,the 
people  for  w^om  New  York  would  export  aad  im- 
port, would  be  those  who  live  in  the  valley  of  the 
Hudson,  or  who  inhabit  the  shores  of  Long  Island 
Sound. 

Now  contrast  the  fertility  and  extent  of  this 
country  with  the  back  country  that  is  tributary  to 
Norfolk.  Both  shores  of  the  Chesapeake  Bay  are 
tributary  to  it ;  and  this  magnificent  sheet  of  water 
is  the  natural  receptacle,  also,  of  the  drainage  and 
surplus  produce  of  the  valley  of  the  James  River, 
the  York,  the  Rappahannock,  the  Potomac  and 
the  Susquehanna,  and  with  a  perfect  net  work  of 
creeks  and  coves  that  indent  their  shores.  The 
back  country,  therefore,  which,  without  portage, 
•  is  naturally  tributary  to  Norfolk,  not  only  snr- 
1  passes  that  which  is  tributary  to  New  York,  in 
mildness  of  climate,  in  fertility  of  soil,  and  variety 
of  production,  but  alsojin  geographical  extent,  by 
many  square  leagues;  the  proportion  being  as 
three  to  one  in  favor  or  the  Virginia  port. 

But  there  are  such  things  A  natural  portages, 

by  which  commerce,  even  in  a  rude  state,  may 

pass  from  one  river  valley  to  another  on  its  way  to 

the  sea.     Now  let  ns  see'  what  portions  of  country 

.  are  nearer  to  New  York,  what  to  Norfolk,  assuming 

that  if  these  natural  portages  be  equally  improved, 

■  all  that  country  which  they  will  bring  nearer  to 

"Norfolk  will  be  tributary  to  Norfolk,  and  all  that 

they  may  bring  nearer  to  New  York,  will,  in  like 

manner,  be  tributary  to  New  York. 

Therefore,  to  divide  and  lay  off  this  back  oonn- 
try,  turn  to  the  globe  once  more  ;  stretch  a  string 
upon  it  from  Norfolk  to  New  \  ork,  and  make  a 
dot  half  way  between  them.  Now  seek  a  point 
on  the  south  shore  of  Lake  Erie,  that  is  equi-dis- 
tant  from  New  York  and  Norfolk;  draw  a  line 
from  the  dot  to  this  point,  and  thus  you  will  have 
a  dividing  line  of  distance  between  the  two  places, 
e?ery  point  along  which  will  be  just  as  far  from 
the  one  place  as  the  other.  Transfer  this  line  to 
the  map, — to  which  you  will  presently  be  referred 
— and  you  will  find  that  it  runs  through  Delaware 
and  cuts  Lake  Erie'near  Cleveland,  Ohio. 

Now  as  you  are  on  the  banks  of  the  Hudson,  all 
the  country  that  is  on  your  side  of  this  line  is 
nearer  to  New  York,  and  all  on  my  side  of  it  is 
nearer  to  Norfolk.    Thus  you  perceive  that  Chi- 


cago, Illinois,  and  St.  Louis,  Missouri,  are  actually 
nearer  to  Norfolk  than  they  are  to  New  York  even 
by  an  air  line. 

You  see,  moreover,  that  as  between  New  York 
and  Norfolk,  the  natural  advantages  here  are 
greatly  in  favor  of  the  latter.  The  most  direct 
way  to  t'jc  sea  through  either  of  these  port8,from 
most  of  the  lake  country,  and  from  almost  the  en- 
tire Mississippi  valley,  lies  through  Virginia.  The 
natural  advantages  then  in  relation  to  the  sea  or 
to  back  country,  are  superior  beyond  comparison 
to  those  of  New  York. 

I  have  pointed  out  to  you  the  superior  natural 
advantages  which  Norfolk  combines  for  a  great 
commercial  town.  It  was  designed  by  Providence 
that  the  emporium  of  trade  on  this  continent 
should  be  situated  either  upon  the  shores  of  New 
York  harbor  or  the  Chesapeake  Bay.  Nature,  as 
you  have  seen,  did  much  to  turn  the  scale  in  fa* 
for  of  the  Bay,  for  she  threw  on  its  side  of  the  bal- 
ance many  a  broad  river  valley,  with  long  threads 
of  navigable  streams,  piles  of  mountains  filled  with 
valuable  minerais  and  healing  waters,  and  at  the 
end  of  the  level,  reaching  far  oat  to  the  west,  she 
placed  an  empire. 

That  such  is  the  fact,  that  Norfolk  or  New  York 
one  of  the  two,  was  destined  to  be  the 'great  sea- 
port town  of  this  country,  has  been  patent  to  the 
thinking  minds  of  Virginia  for  the  last  hundred 
years  at  least. 

Now  to  understand  what  the  advantages  of  New 
York  are,  and  bow  gained,  let  us  dispense  with 
the  Globe  and  turn  ta  the  map.  The  best  for  this 
purpose  is  the  Railroad  map  of  the  United  States, 
by  Poor,  the  editor  of  the  Railroad  Jourqal.  I 
take  him  to  be  a  very  clever  man ;  for  both  bis 
Jouanal  ai)d  map  are  excellent. 

As  soon  as  the  Erie  canal  went  into  operation, 
its  commercial  influences  were  felt  for  good 
throughout  all  the  upper  States  of  the  Mississippi 
valley.  They  began  forthwith  to  dig  canals,  or  to 
push  slack  water  navigation  up  to  the  Lakes, 
which  operated  aa  feeders  to  the  New  York  im- 
provement and  served  to  impel  that  city  upward 
and  onward  in  her  dazzelling  career.  The  State 
of  Ohio  constructed  no  less  than  five  such  feeders 
leading  from  the  Ohio  river  up  into  the  Lakes. — 
Indiana  followed  suit ;  and  even  Illinois,  though 
scarcely  out  of  her  swaddling  clothes,  attempted 
to  cut  a  through-ship  canal  between  the  Mississ- 
ippi and  the  Lakes.  It  was  too  much  for  her,  and 
broke  her  down  for  a  while,  fbr  she  had  to  aban- 
don the  design. 

Pennsylvania  followed  the  example  of  New 
York,  and  made  haste  at  great  costs,  to  connect 
Philadelphia  with  the  Ohio.  Maryland,  too,  was 
early  in  the  field  with  the  Chesapeake  and  Ohio 
Canal,  for  railroads  in  those  days  were  not  in 
vogue.  As  soon ,  however,  as  it  was  ascertained 
that  railroads  might  pay,  that  gallant  little  State 
was  quick  lo  perceive  and  prompt  to  act.  Among 
the  first  in  the  field,  her  sons  planned  the  Balti- 
more and  Ohio  Railroad,  and  procured  a  charter 
for  it  as  early  as  1827. 

In  the  mean  while,  Virginia  and  North  Carolina 
— for  North  Carolina  is  as  dependant  as  Virginia 
is  upon  Norfolk  for  an  outlet  to  the  sea — preferred 
in  mercantile  phrase,  to  "look  on." 

South  Carolina  and  Georgia  could  build  no  can- 
als, but  as  soon  as  the  problem  of  railroads  was  solv- 
ed, they  both  took  the  railway  mania,  as  the  gen- 
tlemen of  the  stand-still  policy  termed  it,  and  be- 
gan with  the  most  indomitable  enterprise,  to  push 
from  Charleston  and  Savannah,  iron  ways  for  com- 
merce over  into  the  Mississippi  jalley.  Of  conrse, 
no  sooner  di4  one  of  the  railways  enter  that  valley 
than  a  multitude  of  others  sprang  up  there  to  feed 
and  co-operate  with  it. 

Now  take  Poor's  railroad  map,  and  glance  your 
eyes  over  it.  Ohio  and  Indiana  exhibit  a  perfect 
network  of  railways  and  canals.  See  how  they  all 
run  up  to  the  Northward  and  Eastward,  to  meet 
the  New  York,  Pennsylvania  and  Maryland  im- 
provements !  Even  in  Kentucky  the  railroads 
turned  up  to  the  North  and  East,  where  they  can 
find  improvements  in  other  States  leading  to  the 


has  not  a  single  railway  leading  to  Virginia,  or 
even  pointing  towards  it. 

Now  cast  your  eyes  upon  Virginia  and  her  neigh- 
bor "Rip  Van  Winkle,"  as  the  "Old  North  Stale" 
used  sometimes  to  be  called.  See  how  blank  they 
look — not  a  single  railway  or  canal  in  operation  or 
completed  from  their  frontier  borders  to  any  sea- 
port town,  gulf,  bight,  or  bay,  in  either  of  them ! 

Gontine  the  examination  a  little  Airther,  by  cast- 
ing your  eye  upon  South  Carolina  and  Georgia. 
There  again  you  find  on  the  map  a  net  work  of 
railways,  reaching  with  their  main  stems  also  back 
to  the  Mississippi  valley  stretching  off  far  up  into 
Tennessee  on  their  way  to  Kentucky  and  Ohio, 
thus  cutting  off  all  western  trade  from  Virginia. — 
You  observe  how  iu  Tennessee  the  railroads  also 
skim  Virginia,  and  run  down  to  the  Southeast  to 
meet  the  Soath  Carolina  and  Georgia  improve- 
ments. Charleston  is  at  this  time  actually  import- 
ing for  Nashville  and  all  the  country  thence  to 
Abingdon,  Virginia. 

Thus  Virginia,  that  ought  to  have  been  the  first 
to  tap  the  Mississippi  Valley  with  her  internal  im- 
provements, is  the  last.  AH  the  States  West  shun 
her  wi^h  their  improvements.  They  go  roand 
her,  and  by  the  disconrection,  she  presents  herself 
isolated  and  iSland-like  in  the  grand  system  of  in- 
ternal improvements  that  bind  East  and  West. 
together.  What  has  she  lost  by  it"?  The  com- 
mercial dependency  and  the  business  of  an  empire. 
A  loss  which  I  fear  cannot  now  be  made  good  by 
any  sum  of  money,  even  though  it  be  as  enormous 
as  the  British  debt. 

Before  we  proceed  to  discuss  the  mode  by  which 
the  State  may  recover  so  |;reat  a  boon  as  trade 
with  the  West,  I  should  explain  to  you  how  Vir- 
ginia came  to  be  so  far  behind  hand,  with  her  in- 
ternal improvement  system,  as  to  lose  her  share  of 
that  business. 

Of  course,  many  agencies  were  concerned   in 
bringing  about  such  a  state  of  things,  aud  as  this  . 
is  growing  to  be  a  very  long  letter,  we  will  discuss, 
and  that  briefly,  but  a  few  of  them. 

As  prominent  among  these  agencies,  I  should 
not  be  far  wrong  in  naming  some  of  those  very 
natural  advantages  that  preponderated  so  power- 
fully in  favor ^f  Norfolk,  as  the  great  commercial 
city  of  the  continent,  viz :  those  beautiful  rivers, 
creeks  and  branches,  which,  expanding  out  into 
the  Chesapeake  Bay,  interlace  "Eastern  Virginia 
with  a  perfect  net-work  of  natural  canals. 

From  the  Revolution  until  now,  if  not  now. 
Eastern  Virginia  has  ruled  in  the  legislature ;  for 
the  wealth  and  population  of  the  State  have 
generally  been  on  this  side  of  the  mountains. 

AU  the' internal  improvements,  therefore,  which 
the  planters  of  Eastern  Virginia  wanted  for  their 
own  personal  convenience,  was  a  spout  from  their 
farms,  which  were  generally  on  the  banks  of  the 
rivers,  through  which  they  could  schute  their 
wheat  and  their  corn  down  into  the  hold  of  the 
vessel  that  came  to  take  it  away.  They,  there- 
fore, wanted  no  canal,  and  did  not  care  to  have 
even  good  turnpike  roads  ;  and  why  should  they 
build  them  for  the  people  beyond  the  mountains  1 
The  Erie  Canal  met  with  very  mueh  the  same 
kind  of  opposition  from  the  tide-water  counties 
of  New  York,  but  fortunately  for  New  York,  she 
had  not  been  over-blessed  with  sach  an  extent 
of  tide-water  country  and  natural  canalization. 

There  was  another  circumstance  which  probab- 
ly was  not  without  influence,  in  producing  this 
neglect  with  regard  to  internal  improvements. 
Virginia  took  the  lead  in  the  Revolution,  and 
afterwards  in  forming  and  putting  into  operation 
those  great  and  glorious  inst'tutions  under  which 
we  live  and  rejoice.  She  became  "the  mother  of 
statesmen."  With  her  Washington  and  Jefferson, 
her  Madison  and  Monroe,  she  governed  the  coun- 
try up  to  1826.  There  was  only  a  short  interreg- 
num during  the  while.  Besides  these  great  lights, 
she  had  a  host  of  other  sons.  Judge  Marshall 
and  John  Taylor,  of  Caroline— the  best  thinker  of 
them  all  perhaps — among  them.  They  were  all 
from  Eastern  Virginia. 

The  mind  and  the  talents  of  all  these  great  and 
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these  resources  of  their  own  heloved  State,  nor  to 
»  system  of  internal  improvements  for  reaching 
the  J¥eBt,  but  to  the  federal  government.  How 
material  was  it  that  the  heart  of  the  mother  and 
her  meditations  should  go  with  such  sons,  and 
that  their  friends  and  neighbors  at  home  should 
be  thinking  their  thoughts  and  occupying  their 
minds  with  the  subjects  which  they  knew  were 
engaging  the  attention  of  these  statesmen.  And 
as  an  evidence  that  this  was  so,  the  Legislature  of 
Virginia  was  so  long  accused  of  occupying  itself 
with  federal  aifairs  to  the  neglect  of  those  of  the 
State,  that  the  accusation  at  last  assumed  the 
semblance  of  truth,  and  became  a  by- word. 

Under  these  circumstances  the  Old  Dominion 
began  to  lag  behind.  Her  commercial  cities  lan- 
guished, and  property  went  down.  There  is  and 
has  always  been,  common  notions  to  the  contrary 
notwithstanding,  a  high  degree  of  enterprise  and 
energy  among  the  ptsopie  of  Virginia ;  and  in  this 
state  of  things,  some  of  the  most  enterprising 
among  them,  resolved  to  abandon  the  State  and 
seek  their  fortunes  in  the  Western  wilds.  They 
flocked  to  the  West.  There  they  carved  out  new 
States  and  added  them  as  bright  ornaments  to  the 
Union.  Kentucky  and  Missouri  were  settled  prin- 
cipally by  Virginians.  Many  of  Uiem  went  also 
to  Tennessee — though  she  is  vrorthy  of  North 
Carolina— and  to  Alabama,  .to  Mississippi,  Florida, 
Louisiana  and  other  new  States,  both  slave  and 
free. 

Thus  you  see  there  are  reasons  and  an  excuse 
for  the  blank  that  Virginia  presents  among  the 
railroads  on  the  map. 

*  ♦  *  4  ♦ 

In  my  last  lettei',  the  statesmen  °  of  Virginia, 
with  must  of  whose  leading  traits  of  characters 
you  are  familiar,  were  called  to  my  mind;  Pon- 
dering over  the  present  condition  of  the  State  and 
the  character  of  these  men,  the  question  has  been 
suggested,  suppose  Mr.  Jefferson  had  been  defeat- 
ed by  Burr,  what  effect  would  that- have  had  upon 
the  internal  improvements  and  prosperity  of  Vir- 
ginia 1 

The  fortunes  of  States  as  well  as  of  individuals 
are  oflen  shaped  by  events,  which,  as  far  as  we 
can  sec  at  tiie  time  of  occurence,  have  no  bearings 
thai  way.  Mr.  Jefferson  had  an  active  and  an 
utilitarian  mind,  and  had  he  lost  the  election  for 
the  Presidency,  might  and  probably  would  have 
diverted  his  thoughts,  in  a  measure  at  least,  from 
political  and  national  affairs,  and  given  his  atten- 
tion and  his  enelfgied  and  his  influence  towards  the 
development  of  the  resourcess  and  the  advance- 
ment of  the  prosperity  of  his  own  State.  In  that 
case  Virginia,  instead  of  New  York,  would  have 
been  the  first  to  tap  the  Mississippi  Valley.  Then 
instead  of  the  Erie,  we  should  have  bad  the  Che- 
sapeake and  Ohio  or  the  James  river  and  Kanaw- 
ha caual — perhaps  both.  Then  Norfolk  might 
have  been  aM  New  York  now  is  ;  Richmond  as  Al- 
bany ;  Alexandria  as  Philadelphia  or  Boston  ; 
Eastern  Virginia,  for  wealth  and  prosperity,  the 
garden  spot  of  the  world;  and  the  "Old  Dominion" 
now,  as  she  was  then,  the  greatest  State  in  the 
Union. 

Do  you  know  that  Eastern  Virginia  gets  her 
lumber  fropi  Pennsylvania,  Vermont  and  Maine  ? 
and  that  she  has  such  extensive  forests  of  unsettl- 
ed lands,  that  the  New  Yorkers  and  Baltimoreans 
send  to  them  for  fire  wood  1  It  is  a  fact.  You 
have  been  among  the  mountains  of  Pennsylvania 
where  they  cut  timber,  and  doubless  recollect 
Whitehaven,  where  we  saw  all  those  saw  mills  and 
such  immense  rafts  in  the  river.  Well,  the  moun- 
tains of  Virginia  are  clad  to  the  very  top  with  tim- 
ber just  as  good ;  and  there  it  must  stand  until 
the  roads  or  canals,  which  are  to  bring  it  away, 
be  constructed. 

Ask  Mr.  Uasbrouck  to  tell  you  about  De  Witt 
Clinton,  the  great  man  of  New  York,  and  his  con- 
nection with  the  Erie  canal.  He,  no  doubt,  knew 
him  peraonarty.  In  carrying  ^hat  work  through. 
Do  Witt  Clinton  turned  the  Mississippi  river  upside 
down.  He  brought  for  all  the  practical  purposes- 
of  commerce,  one  of  its  passes  from  the   Balize 


of  the  Erie  canal  and  other  improvements  which 
that  work  drew  after  it,  most  of  the  upper  Missis- 
sippi valley  is  now  drained  of  its  commerce  via 
New  York,  instead  of  New  Orleans. 

They  are  now  enlarging  the  Erie  canal  and  giv- 
ing it  capacity  for  a  commercial  drainage,  calcul- 
ated to  do  a  business  which  during  seven  months 
of  the  year  only,  when  it  can  be  carried  on,  will 
pay  in  the  gross  for  tolls  and  freight.,  an  annual 
subsidy  to  the  people  and  Slate  of  New  York  of 
twenty  millions  of  dollars. 

Draw  on  your  map  a  line  from  Albany  to  the 
mouth  of  the  Ohio,  and  continue  it  thence  West- 
wardJy  so  that  it  shall  pass  about  100  miles  South 
of  Independence  in  Missouti.  All  the  country  to 
the  North  of  this  line  will,  by  the  enlarged  Erie 
canal  be  made,  it  is  calculated  tributary  to  New 
York. 

You  see  now  what  a  monument  De  Witt  Clinton 
has  kft  behind  him,  and  how,  with  the  picfc  and 
the  spade,  he  has  shaped  the  destinies  of  many 
SUtes. 

I  do  not  mean  to  institute  a  comparison  between 
him  with  these  implements,  and  Jefferson  with  his 
pen  and  ink  over  The  Declaration  of  Independence. 
But  I  wish  you  to  take  Mr.  Jefferson's  career  a//er 
his  election  to  the  Presidency,  and  De  Witt  Clin- 
ton's from  the  time  he  became  identified  with  the 
Frie  canal,  and  tell  me  which  you  would  rather 
have,  the  fame  due  Thomas  Jefferson  for  works 
after  his  election  to  the  presidency,  or  the  fame 
due  De  Witt  Clinton  for  seeking  to  develope  the 
H^BOurces  of  his  State,  and  make  her  welfare  the 
goal  of  his  ambition. 

But  let  us  return  to  the  subject  of  a  commum- 
cation  through  Virginia,  between  the  waters  of  the 
East  and  those  of  the  West.  As  early  as  1810,the 
Legislature  of  Virginia  began  to  think  about  it,  f<5r 
in  this  country  individuals  generally  begin  to 
think  of  great  questions  long  before  their  Legisla- 
tures. In  that  year  it  appointed  x  commission  to 
examine  a  route.  This  commission  failed  to  act. 
The  next  year  it  appointed  another,  of  which 
Judge  Marshall  was  a  member;  and  in  that  year 
New  York  passed  an  act  for  building  the  Erie 
Canal.  The  war  of  1812,  however,  intervened  and 
delayed  the  actual  commencement  of  that  work 
untU  1817. 

Now  Judge  Marshall  was  a  wise  and  great  man, 
and  he  was  consequently  too  good  a  citizen  not  to 
respond  to  the  call  of  his  State.  In  obedience  to 
it  he  explored  the  New  River.  He  became  inter- 
ested in  the  subject.  He  gave  the  thoughts  oOiis 
solid  mind  to  it,  and  like  every  body  who  ha^x- 
amined  the  question  before  us,  he  became  con- 
vinced of  the  immense  importance  of  the  incalcu- 
lable advantages  to  his  State  which  such  a  con- 
nection with  the  Western  waters  would  draw  after 

it.  ■OT.^j-l-i,  i^'fc^fia    -S^fJ    ^HP.i 

In  tiie  report  which  he  and  his  associates  made 

to  the  Legislature  upon  the  subject,  there  was  of 
course  good  thinking.  Views  were  expressed 
there,  which,  because  they  were  true  then,  stand 
out  now  and  look  like  prophecy. 

"  The  immense  works,"  said  the  report,aIludiag 
to  the  Erie  Canal,  "meditated  in  New  York,  will 
certainly,  if  executed,  give  to  that  State  great  ad- 
vantages in  a  competition  for  the  trade  of  the 
Lake.  But  if  other  convenient  and  more  direct 
channels  be  opened,  it  is  not  probable  that  the 
commeijce  of  the  Ohio  will  take  the  circuitous 
route  by  the  Lakes." 

So  far  as  Virginia  is  concerned,  "other  conve- 
nient and  more  direct  channels"  have  never  been 
opened,  and  the  trade  and  travel  of  that  Ohio  coun- 
try centinues  to  this  day  to  flow  in  that  "circuitous 
rovie"  and  "take  the  direction  of  the  Lakes." 

Look  at  Poor's  Railroad  Map,  and  see  what  an 
elbow  all  the  improvements  in  the  Ohio  Valley 
make  to  the  North  to  get  to  New  York,  instead  of 
coming,  as  they  most  certainly  would,  straight  to 
the  seaboard  and  through  Virgini;i,  had  she  opened 
a  way  for  them. 

This  Erie  Canal,  and  the  other  improvements  of 
New  York,  have,  according  to  the  official  report  of 
her  State   Engineer,  extended   her  channels  for 
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the  distance  of  1600  miles  by  Lakes;  7000  by 
rivers;  1,600  by  canals;  3,500  by  railways  al- 
ready completed,  and  as  much  more  in  process  of 
construction.  And  as  an  illustration  of  what  New 
York  has  gained  by  bringing  this  back  country  in 
connection  with  her,  and  of  what  Virginia  has  lost 
by  failing  to  bring  it  in  conuection  with  her  sea- 
board, look  at  the  exports  and  imports  of  New 
York  and  Norfolk";  or  compare  the  revenues  re- 
ceived at  Norfolk  with  these  at  New  York. 

The  Custom  House  receipts  were: 

For  1853,  at  New  York S88,289,341  68 

For     '•      at  Norfolk 31,255  61 

For  1854,  at  New  York 41,757,085  06 

For     "     at  Norfolk 52,127  78 

With  untold  natural  advantages  in  favor  of  Nor- 
folk, New  York  has  won  them  away  by  artificial 
means,  and  if  we  measure  the  degree  of  her  suc- 
cess according  to  these  returns,  and  only  in  dol- 
lars and  cents,  we  shall  see  that  she  is  reaping, 
over  Norfolk,  business  and  profit  by  more  than  a 
thousand  fold. 

(To  be  Continued.)  ~  •■         ; 

Ormuge  and  Alexandria  Railroad. 

The  annual  meeting  ofHhe  stockholders  of  the 
Orange  and  Alexandria  Railroad  Company  held 
its  session  in  Alexandria  last  Tuesday,  when  tha 
reports  of  the  President,  Chief  Engineer  and  Gen- 
eral Superintendent  were  read,  wnich  preseot  the 
affairs  of  the  company  in  a  favorable  light.  From 
the  report  of  Mr.  Atkinson,  Chief  Engineer,  wo 
learn  that  no  material  change  in  the'  line  of  the 
Extension  from  the  experimental  surveys  has  been 
made  in  the  length  of  the  road,  the  distance  from 
the  point  in  connection  with  the  Virginia  Central 
Railroad,  at  Charlottesville,  the  Virginia  and  Ten- 
nessee Railroad  at  Lynchburg,  being  about  59  0-10 
miles. 

The  extreme  grades  are  limited  to  66  feet  per 
mile,  and  the  curvature  is  mainly  very  gentle 
though  in  some  instances,  a  radius  of  1,000  tuet  is 
used,  which  is  the  minimum  of  this  road. 

The  length  of  straight  line  is  29>5^  miles,  and  of 
curved  line  30  miles. 

Forty-nine  (mile)  sections  have  been  let  to  con- 
tractors of  the  highest  character,  and  generally  at 
prices  for  graduation  and  culvert  masonry  not  ex- 
ceeding former  estimates,  the  bridge  masonry 
alone  being  above  them.  The  remaining  secliona 
says  the  report,  "are  withheld  iu  pursuance  of  the 
policy  of  the  Board,  to  employ  the  landholders  oa 
their  own  premises,  when  it  can  be  done  so  with- 
out injustice  to  other  bidders.  A  few  days  will 
settle  the  question,  and  complete  the  award  of  the 
whole  graduation  and  masonry,  except  the  section 
and  bridge  across  James  river  at  Lynchburg. — 
These  jobs  are  still  open,  their  precise  location  be- 
ing affected  by  the  crossing  of  the  James  River 
and  Kanawha  Canai.' 

"The  parties  engaged  are  prepared  and  warran- 
ted by  their  contracts  and  by  the  state  of  the 
subscription,  to  make  an  outlay  of  Ubor  in  the 
next  year,  in  the  aggregate  of  about  S350,000  for 
a  minimum,  and  it  may  be  extended  at  the  dis- 
tretion  of  the  Company,  provided  reasonable 
notice  be  given  to  them,  to  $700,000  or  even 
more. 

At  this  last  named  rate  for  the  ensuing  year, 
and  a  slightly  more  enlarged  one  fur  1857,  the 
road  might  be  completed  and  opened  for  travel  to' 
Lynchburg  in  the«pring  or  summer  of  1857. 

I  am  not  so  sanguine  as  to  hope,  however,  that 
such  rapid  progress  will  prevail,  and  it  is  omy 
named  here  as  what  might  be  expected  under  thie 
most  prosperous  condition  possible  of  the  funds  of 
the  extension. 

The  Engineers  are  already  dispatched  in  small 
force  to  prepare  this  work,  by  staking  the  slopes 
for  the  contractors. 

Some  of  the  contractors  have  already  broken 
ground  near  Charlottesuillo  with  commendable 
spirit.  Owing  to  the  employment  of  negro  labor, 
however,  the  amount  of  graduation  done  liefore 
the  annual  hiring  at  new  year,  will  not  be  great— 
At  that  time,  the  contractors  will  be  ready  to  en- 
|a£e  aoT  amooot  of  ior^e  ^  be  4Mit«dj  of  whiclj 


72S 


AMJBKiCAN    RAII^ROAJD    JOUIINAL.1.-::: — L__— L 


= 


doe  notice  will  be  giren  them  from  this  office." 
As  respects  the  cost  of  the  road,  Mr.  AtkinsoD 
says: 

"At  present,  I  see  no  reason  to  make  any  modi- 
fication in  my  views  previously  expressed  as  to  the 
cost.  It  is  to  be  noted,  however,  that  the  esti- 
mates of  February  and  March  last  were  made  tor 
money  payments,  while  the  contractor's  prices  for 
earth  and  solid  rock  and  for  culvert  masonry  have 
been  on  the  average,  as  the  events  have  shown,  the 
same  as  my  estimates.  The  substitution  of  bonds 
and  stock  payments,  to  a  considerable  extent  may 
have  influenced  their  offers,  especially  in  the  mat- 
ters of  loose  rock  and  masonry,  which  in  some  in- 
stances are  above  my  figures.  But  the  margin  as- 
sumed in  these  estimates  w^as  large,  and  the  cir- 
cumstances in  other  respects  are  so  much  the  same 
that  I  do  not  feel  justified  in  making  any  change 
in  their  amount." 


American  Railroad  Jouriial. 

Saturday,  November  18,  1854> 

Caiitlon* 

As  we  understand  a  man  named  Crawford  has 
oeen  presenting  bills  to  several  of  the  advertisers 
in  the  Journal,  purporting  to  emanate  from  this 
office,  and  to  be  for  sums  due  the  Journal,  we 
deem  it  our  duty  to  put  our  patrons  on  their 
guard. 

Monies  due  this  office  should  be  paid  to  no  one 
outside  the  office  except  the  editor,  proprietors, 
or  Mr.  N.  Davidson,  their  business  agent ;  or  some 
person  showing  their  written  authority  to  receive 
them. 


Neur  nap— Pocket  Kdltton^ 

We  have  now  ready  a  few  copies  of  Mr.  Poor's 
new  map  of  all  the  Bailroads  in  M^  United  States 
and  Canadas;  put  up  in  covers  for  carrying  in  the 
pocket.  It  will  be  found  very  convenient  for 
travellers. 

Price  by  mail  SI-  Usual  discottnts  to  the  trade. 
Address  AMERICAN  RAILROAD  JOURNAL 
OFFICE  9  Spruce  st,  New  York, 


Baltimore  and  Olilo  Railroad. 

The  official  report  of  the  business  of  the  road 
for  the  month  of  October  showed  the  revenue  of 
the  road  for  the  month  to  have  been  as  fol- 
lows : 

Main  stem.  Wash.  Br.     Totals. 
For  Passengers.$66,147.08  $28,876.43  $84,023.61 
For  Freight.... 267,988.90      8,110.36  276,099.26 


$326,136.98  $36,986.78$360,122.76 
As  compared  with  the  corresponding  month  of 
last  year  an  increase  is  shown  of  $66,269  on  the 
main  stem,  and  $4,696.56  on  the  Washington 
Branch — total  increase  $69,954.67.  As  compared 
with  the  previous  month  of  September  there  was 
an  increase  of  $15,000  on  the  main  stem  and  a 
small  decrease  on  the  Washington  branch. 

He^MT  York  and  Krle  Railroad* 

The  more  we  reflect  upon  the  recent  determina- 
tion taken  by  the  New  York  and  Brio  Railroad 
Company,  to  devote  nearly  a  half  million  yearly 
till  the  funded  debt  of  the  Company  is  reduced  to 
$20,000,000,  the  more  are  we  disposed  to  commend 
the  policy,  and  the  moral  courage  that  led  to  such 
a  step.  It  cannot  be  spoken  of  in  too  high  terms 
of  praise.  A  Board  that  could,  undrr  the  circum- 
stances, take  such  a  step,  is  equal  to  any  emer- 
gency. Had  no  dividend  ever  been  paid,  and  had 
the  value  of  the  stock  been  previously  problemati- 
cal, then  the  directors  would  have  beea  free  to 


follow  their  own  sense  of  duty,  or  propriety ;  but 
it  must  be  remembered  that  only  a  year  since  the 
Erie  was  regarded  as  a  dividend  paying  work,  and 
as  such,  was  bought  for  investment  at  a  little 
below  par.  For  a  body  of  men  to  forego  all  pros- 
pect of  a  full  dividend  for  years,  which  will  have 
the  effect  to  reduce  the  market  value  of  the  stock 
some  50  per  cent,  below  what  it  cost  them,  is,  is  the 
highest  degree,  creditable  to  the  integrity  of  our 
people,  and  tiio  management  of  q^r  Roada.  It 
shows,  as  already  stated,  that  our  railroad  compa- 
nies can  meet  a  crisis  as  the  interest  of  the  public 
and  duty  demands. 

We  think  that  in  the  above  instance,  the  stock- 
holders have  coDceeded  to  the  bond  holders  all 
ihe  latter  have  a  right  to  ask.  It  renders  their 
interests  safe  beyond  a  peradventure.  In  1855  the 
road  will  earn  30  per  cent,  on  20,000,000,  and  at 
least  14  per  cent,  net  on  the  same  sum !  Can  an 
instance  be  cited  when  stockholders  of  a  company 
have  made  greater  sacrifices,  and  a  mo.-e  munificent 
provision  for  the  security  of  their  creditors,  espe 
cially  when  there  seemed  to  be  no  reason  to  doubt 
that  the  road  was  earning  an  ample  dividund  upon 
its  whole  capital. 

Bllsslaslppt  Central  Railroad*  • 

A  survey  of  the  Tennessee  extension  of  the 
above  road  fVom  the  State  line  of  Mississippi,  to 
Jackson  in  Tennessee,  has  just  been  made.  The 
whole  distance  is  50'86  miles.  A  very  favoi'ablc 
route  has  been  found,  involving  no  grade  exceed- 
ing 48  feet  to  the  mile,  and  no  curvaiure  with  a 
radius  of  less  than  1910  feet.  Of  the  whole  line, 
41"15  miles  are  straight,  and  971  curved. 
The  estimated  cost  will  be  as  follows  : 
Graduation,  Masonry,  jf-c,  ready  for  superstruc- 
ture. 

From  State  Line  to  M.  &  C.  R.  R $29,987  79 

From  M.  &C.  R.R.  thro'  Hardeman  CoJ56,204  89 
Through  Madison  co 58,860  38 


tie  heavy  work  on  the  whole  route  with  but  slighk 
curves  and  comparatively  no  grades.  Indeed  the 
country  through  which  it  will  pass  is  nothing  more 
than  an  extended  plain  for  the  entire  distance. — 
The  first  shipment  of  iron  for  the  road  will  be 
made  this  week,  from  our  city,  and  as  it  is  in  the 
hands  of  honest  and  competent  men — men  who 
look  to  the  interest  and  honor  of  their  State,  as 
well  as  to  their  own  pockets,  we  may  look  for- 
ward with  certainty  for  its  speedy  and  economical 
construction. 


^  $243,058  06 

Average  per  mile 4,643  86 

_  "  "        including  cross  ties      4,963  86 

The  total  cost  of  the  iron,  chVirs,  spikes  and 
equipment,  will  be  $640,821,  or  $11,977  per  mile 
of  which  $10,000  per  mile  has  been  provided  for 
by  Bonds  of  the  State. 

The  report  estimates  the  number  of  through 
passengers  after  all  the  eonnections  are  made,  at 
$160,000  per  annum.  This,  together  with  local 
passengers,  freight,  and  mail  service,  are  estimat- 
ed to  produce  $190,885  annally,  or  21  per  cent,  on 
the  cost  of  the  road. 

As  the  road  traverses  a  very  rich  portion  of 
Tennessee  we  presume  there  will  be  no  difficulty 
in  raising  with  the  State  aid,  sufficient  means  for 
its  construction. 


Atlantic  and  North  Carolina  Railroad* 

On  Monday  last  we  had  the  pleasure  of  an  in- 
troduction to  John  D.  Whitford,  Esq.,  President  of 
the  Atlantic  and  North  Carolina  Railroad  Co.,  who 
is  now  visiting  this  city  on  business  connected  with 
the  Company.  This  is  a  most  important  work  to 
South  Carolina,  as  it  will  connect  with  the  North 
Carolina  Railroad  at  Ooldsboro',  and  terminate  at 
Beaufort  Harbor,  on  the  Atlantic  Ocean.  This 
port  must  be  the  principal  outlet  for  the  produc- 
tions of  a  great  portion  of  the  interior  of  the  State, 
as  Beaufort  is  one  of  the  best,  if  not  the  very  best, 
harbors  on  the  Sovthem  coast.  We  learn  from  Mr. 
Whitford  that  the  surveys,  so  far,  show  bat  very  lit- 


Boaton  and  Lowell  Railroad 

President.  George  W.  Lyman. 

Treasurer.  J.  Thomas  Stevenson,  Office,  6  Tre- 
mont  St.,  Boston. 

Agent.  William  Parker.  Office  at  the  station,  foot 
of  Lowell  St.,  Boston. ' 

Annual  meeting  firat  Wednesday  of  January. 

CHASTER.     . 

The  Boston  and  Lowell  Railroad  Corporation 
was  incorporate  by  the  Legislature  of  Massachu- 
setts, June,  1830,  and  authorized  and  empowered 
to  construct  a  railroad  from  or  near  the  city  of 
Boston  to  Lowell,  in  the  county  of  Middlesex,  in 
such  manner  and  form  as  they  shall  deem  to  be 
most  expedient,  laying  out  their  road  four  rods 
wide  and  taking  as  much  more  land  as  might  be 
necessary  for  the  proper  construction  and  security 
of  the  road.  The  capital  stock  was  limited  to  one 
thousand  shares,  no  share  to  be  assessed  more 
than  $500.  Tolls  were  granted  for  the  transporta- 
tion of  passengers  and  property ;  the  Legislature 
reserving  the  j^ower,  after  four  years,  from  the 
opening  of  the  road,  if  the  net  receipts  fVom  tolls 
and  profits  shall  have  exceeded  ten  per  cent,  per 
annum  on  the  cost  of  the  road,  to  reduce  the  rate, 
in  such  manner  as  to  take  off  the  overplus  for  the 
next  four  years, — calculating  the  amount  of  trans- 
portation to  be  same  as  the  four  preceding  years ; 
the  same  proceedings  to  be  had  at  the  expiration  * 
of  four  years.  The  12th  section  of  the  act  declared 
that  no  other  railroad  within  thirty  years  should 
be  authorized  to  be  made,  leading  frcm  Boston, 
Charlestown,  or  Cambridge  to  Lowell,  or  fVom 
either  of  these  places  to  any  place  within  five  miles 
of  the  northern  terminus  of  the  Boston  and  Lowell 
Railroad ;  the  State  reserving  the  right  to  author- 
ize any  company  to  enter  with  another  railroad  at 
any  point  on  said  Boston  and  Lowell  Railroad,  on 
certain  conditions;  and  also  the  right  to  purchase 
the  Boston  and  Lowell  Railroad  at  any  time,  dur- 
ing the  continuance  of  the  charter,  afler  the  expi- 
ration of  ten  years  from  the  opening  for  use  of  said 
railroad,  paying  therefor  the  cost  of  construction, 
repairs  &c.,  with  interest  at  the  rate  of  ten  per 
cent,  per  annum,  afler  deducting  the  profits  and 
dividends  received  at  the  rate  of  ten  per  cent,  per 
annum  by  the  stockholders ;  and  in  case  of  this 
purchase,  the  limitatien  as  to  parallel  or  compet- 
ing roads  to  be  of  no  effect.  Subsequent  Acts  of 
the  Legislature  of  1830 — 1849,  increased  the  capital 
stock,  provided  for  the  purchase  of  the  road  by 
the  Commonwealth  after  twenty  years  from  the 
opening  and  not  before,  for  the  construction  of  the 
road  in  several  particulars,  the  acceptance  for 
the  charter  for  the  Wobnm  branch,  the  building  of 
branches  in  the  city  of  Lowell  and  in  Boston,  and 
various  other  matters  of  a  local  character. 

COOSTRVCTION   AND   PUYSiCAi.   FEATURES. 

The  grading  of  the  Boston  and  Lowell  Railroad 
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was  commenced  ia  the  summer  of  1831,  and  the 
ro»d  was  opened  its  whole  leugth  Juue  26tb,  1835. 
The  second  to-ack  was  completed  in  1841. 

In  the  Monthly  Chronicle  for  July,  1840,  vol.  I- 
page  195  r  in  an  article  by  Hon.  Nathan  Hall,  one 
of  the  earliest  and  most  devoted  friends  of  the 
railroad  system  in  Massachusetts,)  occurs  the  fol 
lowing  description,  which,  with  some  changes  as 
to  sleepers  and  rails,  is  substantially  correct  at 
the  present  time.  "The  Lowell  Road  is  built  in 
the  most  substantial  and  imperishable  manner  of 
any  in  the  country.  The  rails  are  chiefly  support- 
ed on  sleepers  of  granite,  extending  across  the 
road,  at  intervals  of  three  feet.  On  some  parts  of 
the  road  the  rails  are  laid  on  btoue  blocks,  or 
blocks  intermixed  with  cross  sleepers.  The  stone 
sleepers  are  seven  feet  long,  and  from  eight  to 
twelve  inches  in  the  other  dimensions.  The  stone 
blocks  are  of  a  size  of  three  or  four  cubic  feet. 
In  the  first  track,  and  a  part  of  the  second,  the 
sleepers  and  blocks  are  laid  on  a  foundation  con- 
sisting of  a  continuous  dry  stone  walF,  laid  be- 
neath each  rail,  in  trenches  from  two  and  a-half  to 
four  feet  deep.  *  *  *  The  sleepers  and  blocks  of 
the  second  track  (with  the  exception  of  three 
miles  which  are  laid  in  the  same  manner  as  the 
■first,)  are  laid  on  a  bed  of  clean  gravel,  of  seven 
and  a-half  feet  in  width  and  and  two  and  a-half 
and  three  feet  in  depth.         *  ..■•';-"-• 

The  Boston  and  Lowell  Railroad  crosses  Charles 
River  upon  a  viaduct  built  of  wood  upon  piles  of 
oaken  timber  and  surmounts,  by  a  gradual  incli- 
nation the  height  of  laud  between  Boston  and 
the  Merrimac  River.  The  greatest  elevation  of 
track  118,52  feet  above  the  level  of  high  tide,  is 
at  the  summit  in  Billcrica.  The  termination  al 
Lowell  is  87*21  feet  above  high  tide. 

Length  of  main  road,  (double  track)  25^4  miles 

59  71-100  feet 

•  Length  of  branches,  single  track  1?^  miles,  685 
33-100  feet.  ' 

Sidings  and  other  tracks,  15  23-100  miles. 

Weight  of  rail  on  main  road,  56  lbs.,  63  lbs.  and 

60  lbs  per  yard.  ^ '  •  >-      ;'■ :  ^  rt  ;•;  j 


Ditto  in  branches,  56  lbs.  per  yard. 

Maximum  grade  in  main  road  (except  1,500  ft. 
of  30  fL  per  mile  rising  from  station  at  Lowell), 
10  feet  per  mile  for  6  28-100  miles.         s 

Maximum  grade  in  branches,  54  feet  per  mile 
for  6,000  feet. 

Total  rise  and  fall  in  main  road,  189  93-100  ft. 

Shortest  radius  of  curvature  and  length  of 
curve  in  maui  road  (except  about  900  ft.  of  1,200 
ft.  radius  at  station  in  Lowell),  2,800  feet  radius, 
1,694J  ft.  long.       ,v-iii  .r'-  J  *r^   ;>  ^>^-\- 

Total  degrees  of  curvature  in  main  road  665° 
1'  42". 

Straight  line  in  main  road,  18i  miles  824  ft. 

Length  of  wooden  bridges,  2,397  ft. 

Way  stations,  9.     Flag  stations,  12.     Total,  21. 

The  only  branch  road  is  from  Winchester  to 
Woburn  Centre,  a  distance  of  about  two  miles.  It 
was  built  in  1844-45  an<^  has  a  single  track,  with 
a  heavy  T  rail,  66  lbs.  to  the  yard,  upon  chestnut 
sleepers  resting  upon  a  bed  of  clear  gravel  at  least 
2  feet  deep.    The  cost  was  $46,52217. 

The  equipment,  1853,  was  reported  as  follows. 

Locomotives,  22. 

P;issenger  Cars,  equal  to  44  four-wheel. 

Baggage  Cars,        "      "  15  four-wheel. 

Merchandize  Cars,  260. 

Gravel  Cars,  48.  '-'■  '■  ^      '      1- 

The  Boston  and  Lowell  Railroad  is  in  every  re- 
spect a  first  class  road,  thoroughly  built  and  kept 
in  complete  repairs  and  provided  with  ample  sta- 
tions, freight  houses,  &c.      -.^.:*V  i*/  !'i-f|'U'i«  - 

y        ';:,.  CHARACTER  op  BUSINESS.       } 

Running  to  the  City  of  Lowell,  this  road  carries 
a  large  amount  of  freight  for  the  various  cotton 
and  woolen  factories,  machine  shops,  and  other 
branches  of  business  of  that  place,  as  a  local  road. 
By  its  connection  with  the  Nashua  and  Lowell 
and  the  Concord  (N.  H.)  Roads,  it  becomes  a  trunk 
road  and  receives  merchandise  and  passengers 
from  the  various  roads  in  New  Hamshire  and  V'cr- 
mont,  extending  to  Northern  New  York  and  Can 
ad  a — being  similarly  situated  in  this  respsct  to 
the  Boston  and  Fitchburg  Road. 


THE  FINANCIAL  CONDITION 

of  Boston  and  Lowell  Railroad,  according  to  the 

report  of  18oS,  was — 

CapiUl  Stock,  (all  paid  in) $1 .830,000  00 

Funded  Debt 39,600  00 

Floating  Debt 166,690  00 

Average  rate  of  interest  paid  during  the  year, 
6  per  cent  per  annum  J 

The  receipts  from  the  business  of  the  road  for 
the  past  year,  have  been  as  follows  :— 

FROM    PASSENGERS. 


In 

connection  with  Na«hua  R.  R 

14.612  62 

(< 

CI 

"   Concord  R.  R . . . . 

7,134  41 

<( 

" 

"   Northern  R.  R.... 

(( 

II 

"    Boston,     Boncord 
&  Montreal  R.  R. 

It 

It 

"   Vermont    Central 

-«»>-,;■.■ 

R.R 

6,589  47 

i( 

"...IV,-' 

"   Passumpsic  R.  R. 

2,668  94 

II 

«  • 

"   Claremont  R.  R... 

173  97 

■( 

.c 

"   Contoocook  R.  R.. 

347  74 

■< 

II 

"   N.Hampshire  Cen- 

tral R.  R 

64  42 

CI 

<(  - 

"   Merrimac  &  Con- 

•'.'"•-•■♦*■' 

u'ctictRiv'rRR. 

603  64 

»172,882  01 

EROM    FREIGHT. 

Boston  and  Lowell  R.  R S124,838  67 

In  connection  with  Nashua  R.  R 

18,899  77 

It 

II 

"   Concord  R.  R 

31,717  01 

II 

IC 

1   -.- 

"   Northern  R.  R.. . . 

10,070  44 

II 

««  Z'  ■'■'■,' 

"   Boston,     Concord 

•  ■■■>/ '.  ;■ 

&  Montreal  R  R. 

3,424  38 

CI 

If  •  ,  hii  ■ 

"   Vermont    Central 

"■    *-  -  • 

^   R.  R 

39,061  67 

II 

"•'•■:v.-.> 

"   Passumpsic  R.  R.. 

13,166  68 

II 

u    r-j  ...  : 

"   Claremont  R.R... 

117  20 

IC 

i<  ■.■■:; 

"   Contoocook  R.  R. 

336  41 

<■ 

«     .VV 

"   Stony  Brook  R.  R. 

2,399  08 

l< 

"  '.-I'''  ■, .  ■■■ 

"   Wilton  R.R 

6,868  06 

u 

**  ^.  ■:,■—■' 

**;  If  .Harapehire  Cen- 

■ .■        ■■■.>' 

tral  R.  R 

466 

u 

«.  i-.j.  r 

^'   Merrimac  &  Cou- 

-  •  t    t    •  - 

necticut     Rivers 

R.  R 

•1,680  26 

Mails,  expresses,  &c.,  dtc 

9,144  07 

Total  amount  of  receiots . . 


$261,717  98 
.£434,699  99 


>yKi{- 


Slatcment  showing  the  Cost,  Mileage,  <(•£.,  ^c,  of  the  Boston  and  LovoeJl  R.  R.,  from  1836  iol863  iTulusive. 


Tear. 


o       o 

«"  fl  9 


a 
e 
Ht  - 


1836 $1,312,239 

1836 1,505,645 

1837 1,508,394 

1838 1,576,663 

1889 1,698,476 

1840 1,729,242 

1841 1,834,893 

1842 1,978,286 

1843 1,863,746 

l044    •••.        ••••        ••••        «««•        •«••  IfOKfAyOOtJ 

1846 .i;..*..  1,932,697 

1846 .:......  1,940,418 

1847 1,966,719 

1848 2,013,687 

1849 1,945,646 

1860 1,945.646 

1861 1,946,646 

1862 1,996,249 

1868 2.044,636 


25^ 


'74 


'S 


o 


$50,960 
6»,470 
68,670 
61,190 
65,960 
67,077 
71,257 
76,826 
72,3/8 
68,605 
69,742 
69,926 
70,612 
72,666 
70,116 
70,116 
70,116 
71,901 
73,676 


3 

.9* 
*S 
u 


O 


fr'ifr- 


$64,654 
165,124 
180,770 
191,778 
241,168 
231,676 
267,641 
278,310 
277,315 
316,909 
366,067 
384,102 
448,655 
461,339 
416,488 
406,421 
409,152 
388.108 
434,699 


§1 


$19,126 

76,326 

78,608 

75,697 

92,161 

91,400 

119,469 

166,174 

109,366 

169,293 

179,042 

212,233 

263,408 

268,707 

266,287 

257,884 

268,029 

257,22V 

320,501 


8 


$46,629 
89,798 
102,261 
116,180 
149,017 
140,157 
148,072 
113,136 
167,948 
147,615 
177,025 
171,868 
196,147 
192,631 
150,200 
148,536 
141,123 
130,881 
114,098 


a 


31  per 

2 

7 

7  : 

8  '-■, 
8  'v-'^ 
8 

8  '  '■■ 

8 

8 

8 

8 

8 

8 

8 

8 

8 

71 

6 


I 


a,  © 

.ST  m 

96 


r 

XI 

-S.SP 


ct. 


■■%^ 


'^       -'.i 


$117,643 
r  109,083 
136,037 
127,007 
146,963 
'148,042 
141,427 
165,284 
166,951 
185,234 
209,611 
201,218 
177,789 
177,372 
174,240 
157,169 
172,882 


...X 


$63,137 
82,697 
106,131 
102,614 
11^,691 
122,059 
134,272 
145,915 
173,442 
193,836 
234,816 
266,147 
230,174 
221,210 
226,053 
222,005 
252,663 


t 

o 
it 

1 


$1,953 
1,896 
8,209 
4,615 
6,709 
6,673 
5,031 
4,129 
4,973 
6,523 
7,837 
8,868 
8,934 
9,144 


CO  a> 


$2,609 

6,663 

7,020 

7,447 

9,365 

9,000 

10,340 

10,B08 

10,840 

11,420 

12,903 

13,837 

16,164 

16,630 

15,022 

15,241 

14,676 

13,986 

16,673 


t 


I 


i 


s 

Z]4 

11 

6 

12 

7 

12>i 

7}«" 

i^H 

8?i 

13^ 

8 

14),' 

8 

14 

6^ 

15 

9 

16 

7^ 

18}^ 

9>4 

20 

9 

23>^ 

10 

23 

9^ 

21 

1\ 

2OI4 

20>6 

7V 
6>2 

19J^ 

2lhi 

Totals $34,629,283    »>..-       ;.)«.     $5,919,975  $3,278,727  $2,641,248 


•*-    1 1< 
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Terr«  Haate  and  Alton  Aallroad. 

Tfie  Alton  Telegraph  of  the  26th  Oct.  says  : 
"  The  track  on  this  end  of  the  Terre  Hmute  and 
Alton  Road,  we  are  informed,  is  now  put  down 
from  this  place  to  a  point  several  miles  beyond 
Gillespie,  nearly  thirty  miles  out.  The  construc- 
tion trains  make  daily  trips  out  with  materials  for 
the  track.  The  road-bed  is  nearly  complete  to 
Hillsboro',  and  the  work  of  track-laying  is  pro- 
gressing at  the  rate  of  half  a  mile  per  day.  On 
the  eastern  end  of  the  road,  all  the  remaining  sec- 
tions from  Hillsboro'  to  Paris  were  put  under  con- 
tract on  the  27tb  of  September  last,  and  a  large 
force  is  distributed  along  the  line,  preparing  the 
road-bed.  The  track  fron^  Terre  Haute  to  Paris 
is  laid,  and  trains  are  running  over  it.  Altogeth- 
er, about  sixty  miles  of  the  road  are  completed, 
and  the  remainder  will  be  as  speedily  as  money 
and  labor  can  accomplish  the  work. 


Baltimore  and  Oblo  Railroad. 

We  make  the  following  extract  from  the  late  re- 
port of  the  Baltimore  and  Ohio  Railroad  as  pub- 
lished in  the  Baltimore  papers.  We  have  not  re- 
ceived the  reports  of  the  Ireasorer  and  Superin- 
tendent. ;  .  ■     i>  •• 

THE    MAIN    STEM. 

The  operations  of  the  ^ast  year  cannot  but  be 
considered  as  highly  encouraging  and  satisfactory, 
more  particularly  when  it  is  taken  into  considera- 
tion, that  unlike  the  rival  works,  we  have  no 
Western  Railroad  connexions,  whick  has  given 
them  such  a  decided  advautago  over  this  roa  J. 

The  revenue  from  all  sources  during  the  year 
amounts  to  83,645,60943,  shewing  an  increase  of 
Sl,612,189'63,  as  compared  with  the  results  of  the 
previous  year's  operations.  Of  this  sura  8669,091  61 
have  been  derived  from  passengers,  and  S3, 076,- 
617'92  *'rom  freights  and  mails.  By  reference  to 
the  tabular  statements  accompanying  this  report, 
it  will  be  seen  that  seventy  per  cent,  of  the  reve- 
nue earned  from  passengers  during  the  year,  has 
been  derived  from  the  local  travel  of  the  road 
The  increase  in  revenue  from  passengers  over  the 
last  year,  has  been  but  8104,846-60,  but  better 
results  may,  with  certainty,  be  anticipated,  when 
we  can  offer  to  the  traveller  an  unbroken  railroad 
route  to  any  point  in  the  West.  Table  "A"  pre- 
sents a  statement  of  the  monthly  earnings,  from 
passengers  and  merchandize,  from  the  1st  of  April, 
1853,  to  the  30th  September,  1854,  and  shews  in 
detail  the  business  of  the  road,  from  the  opening 
through  to  Wheeling,  down  to  the  end  of  this  fiscal 
year.  The  total  disbursements  of  all  kinds,  under 
the  head  of  expenses,  have  been  $2,026,211-69, 
which  being  deducted  from  the  gross  earnings, 
gives  as  the  net  earnings,  the  sum 

of 81,619,397  74 

To  which   add  dividend   from  the 

Washington  Branch  Stock 81,344  00 

And  Rent  of  Depot  and  Work  Shops 

chargeable  to  Washiugton  Br'nch 

Road 10,000  00 


i  •:"^;-'r  u' 


reights  ;  shewing  a  decrease,  as  compared  with 
last  year,  of  815,830-78.  The  actual  decrease  in 
passei^fsr  receipts  being  830,883-64,  while  the  in- 
crease in  revenue  firom  fi-eigbts  amounts  to  815,- 
052-86.  The  anticipated  increase  in  travel  which 
it  was  presumed  would  follow  a  reduction  in  the 
faro  to  8125,  not  having  been  realized  ;  on  the  1st 
of  May  last  the  fare  was  advanced  to  8160. 

Stat^fnent  of-  Revenue  and  Expenses  of  the  Balti- 
more  and  Ohio  Railroad  Company  for  the  fiscal 
year  ending  Sept.  ZOth,  1854. 
Revenue  as  per  Ledger  balance ....  83,645,609  43 
Expenses  under  the  following  ac- 
counts, viz  : 
Expenses  of  transpor- 
tation  8872.805  51 

Repairs  of  railway 679,240  96     ;  -' ,•      v 

do.       bridges 64,179  80  ,.•;.- 

do.       depots 18,380  98      .j/.'i,.^ 

do.        water    sta-  '        ..     ,^ 

tiions...     19,197  42       .-■'"^ 

Watching  bridges  and  ".'.r  j.i-' 

pumping  water 15,712  99     ,;   "-^.'Vt 

Repairs  of  locomotives  290,511  85 
do.       passenger 

cars 41,876  62       .     ■ 

do.       burden  cars  179,275  90        .  '    " -: 
do.       stationary 

machin'ry    22,278  87       .    ..  -   ,. 

General  Expenses 42,82188  ..,/., 

Losses    by    accidents, 
Ac 27.178  12 


f 


Makes  the  toUl  receipts $1,710,741  74 

From  which  deduct — 
Interest  on  bonds  and  '     »  --;     j>>  ', 

floating  debt $739,885  69 

Ground  Rents 25,998  84 

766,384  58 


Leaves  the  net  balance  of  receipts.  .  .$945,367  21 
If  fVom  the  loss  on  sale  of  bonds 
No.  6  be  deducted 121,758  85 


Shews  the  amount  to  profit  and  loss.. 8823,698  36 

The  above  exhibit  makes  tne  working  expenses 

of  the  road  55  3-5th  per  cent,  of  the  sum  earned. 

n. — OP    THE    WASHINGTON    BRANCH. 

The  operations  of  the  Washington  Branch  ex- 
hibit the  following  results : 

The  receipts  from  all  sources  have  been  $369,- 
229-63,  of  which  8278,302- 13  was  derived  from 
pMsengera,    and    $90,927-60    from   mails   and 


$2,173,468  90 
From   which    deduct  .».  .  -,  v.: 

amount  reported  by 
the  master  of  road 
for  extra  materials 
on  hand  to  be  pass- 
ed to  and  used  next 
year 147,247  21 


;.  ,i-A. 


2,026,211  69 


Net  revenue  carried  to  profit  and  loss. $1,619,397  74 
Which    exhibits    the         ...         ,         . 

following  as  the  pro-         ''   •-^  '  '^*  •  ^-v^-^iv 

portion  of  working 

expenses 82,026,211  69 

To  revenue 3,646,609  63 65,679    or 

55  3-6tb  per  ct. 


«-i.  :}i' 


St.  Lioals  and  Iron  Mountain  Railroad. 

The  annual  meeting  of  this  company  was  held  at 
St.  Louis  on  the  6th  instant.  The  President  of 
the  Company  Hon.  L.  M.  Kennett  submitted  a  re- 
port from  which  we  make  the  following  extracts. 

At  the  date  of  our  last  report,  November,  1853, 
the  construction  of  the  road  bed  from  St.  Louis  to 
the  Maramec  River  had  been  let  to  Messrs.  Holmes 
&  Co.,  and  shortly  after  a  section  of  some  six 
miles  below  Mrs.  Waters',  extending  West  about 
two  miles  beyond  Bunklin's,  (at  which  point  the 
road  leaves  the  Mississippi  River.)  was  let  to  the 
same  parties.  They  commenced  work  and  prose- 
cuted it  with  vigor  during  the  winter  and  spring. 
A  contract  was  also  closed  with  Messrs.Conrac  and 
Beunet  for  the  Bridge  Masonry  at  Maramec  River, 
and  with  Messrs.  Brown  &.  Co.,  for  the  pile  work 
necessary  for  foundations,  but  not  in  time  for  any 
thing  of  consequence  to  be  done  before  the  spring 
and  summer  flood.  These  contracts  were  based 
upon  cash  payments  by  the  Company  as  the  work 
progressed.  Afterwards,  on  the  28th  day  of  Feb'y, 
1854,  the  proposition  of  Messrs.  Wm.  M.  and 
Charles  N.Watts,  ani  Wm.M.Roberts,  of  Pennsyl- 
vania, was  accepted,  and  a  contract  entered  into 
with  them  for  the  graduation,  masonry,  bridges, 
ties  and  track  laying  on  the  entire  line  from  St. 
Louis  to  the  Pilot  Knob,  (excepting  the  work  al- 
ready let)  payment  to  be  made  in  the  bonds  of 
the  city  and  county  of  St.  Louis,  and  of  the  State 
of  Missouri  at  par,  five  per  cent,  being  added  to 
the  schedules  of  monthly  estimates,  and  an  addi- 
tional five  per  cent,  on  the  total  estimates  of  the 
work  to  be  p«i4  tb^rn  in  stock  at  a  bonus,  should 


the  whole  work  be  completed  in  contract  time, 
viz  :  from  St.  Louis  to  Big  River  (47  miles)  by  Ist 
July,  1856,  and  through  to  Pilot  Knob  by  Ist  De- 
cember, 1856,  the  Company  furnishing  the  rails, 
chairs  and  spikes  six  months  in  advance  of  those 
periods.  The  prices  per  yard  for  earth  excavation, 
rock  work,  masonry,  ties,  &.c.,  were  considered 
reasonable  by  the  Engineer,  and  aM  in  fact  less 
than  have  since  been  paid  by  other  roads  in  the 
State,  now  under  coustructicn.  Messrs.  Watts  & 
Co.  had  also  the  privilege  of  making  an  arrange- 
ment with  Holmes  &  Co.,  by  which  said  Watts  & 
Co.  might  also  take  the  work  let  to  Holmes,  on  the 
same  conditions  as  the  rest  of  the  line,  which  they 
have  done,  thus  becoming  responsible  for  the 
whole  work,  except  the  Maramec  bridge  and  a 
small  section  of  graduation  adjacent,  and  the  gra- 
duation through  the  lands  of  Messrs.  Keyser  and 
others,  between  the  Arsenal  and  Carondelet,  which 
was  reserved  to  them  in  settlement  of  laud  dama- 
ges. 

Messrs.  Watts  and  Roberts  have  sub-let  the 
work  oh  all  the  sections  throughout  the  line,  ex- 
cept between  the  Iron  Mountain  and  Knob,  about 
six  miles,  and  they  expect  to  sub-let  this  portion 
to  a  party  now  examining  the  grounds,  in  a  few 
days. 

Their  contractors  are  mostly  men  of  experience 
in  railroad  work,  known  to  Mr.  Roberts  (in  charge 
as  Chief  Engineer  of  the  Alleghany  Valley  Rail- 
road, Pa.)  as  such,  and  from  the  manner  in  which 
they  are  generally  taking  hold  and  making  their 
preparations,  the  directors  have  reason  to  believe, 
will  not  be  deterred  by  any  ordinary  obstacles 
from  urging  their  work  to  completion.  The  grub- 
bing and  clearing  is  done  on  the  large  portions 
of  the  line,  and  the  excavations  both  in  earth  and 
rock  cuts  is  commenced  at  nearly  all  of  the  most 
di£ScuIt  points. 

They  are  now  fully  prepared  to  go  on  as  rapidly 
as  may  be  desired,  and  as  the  price  of  labor  is 
coming  down,  ro  further  delay  is  anticipated, 
should  the  prices  of  our  bonds  justify  pushing 
the  work. 

Upon  this  de{)ends  its  ultimats  success ;  and  it 
is  evidently  better  policy  (however  anxious  we 
may  be  to  complete  the  road  at  an  early  day)  to 
work  slowly  and  wait  patiently,  whilst  the  securi- 
ties are  greatly  depressed,  rather  than  to  force 
the  contractors  to  sacrifice  them  at  ruinous  rates, 
thus  breaking  them  down  and  wasting  our  own 
resources.  Our  means  being,  in  the  best  possible 
view  of  the  case,  considerably  short  of  the  amount 
requisite  to  put  the  road  in  operation,  no  argu- 
ment is  needed  to  show  that  the  company  can- 
not afford,  in  the  verv  beginning  of  the  enterprise, 
recklessly  to  waste  them. 

The  subscriptions  to  the  stock  of  the  Company 
are  as  follows  : 


County  of   St.  Louis,    payable    in 
Bonds 

City  of  St.  Louis,       do.        do 

City  of  Carondelet,     do.         do 

Am.  I.  Mountain  Co.,  do.       .do. . : . . 
Am.   I.   Mountain  Co.,   payable  in 

cash 

Madison  Iron  and  Mining  Co.,      do. 
County  of  Washington,  do. 

Contractors,  i  ^°- 

Individual  Stockholders,  •'  do. 


$600,000  00 

600,000  00 

50,000  00 

25,000  00 

60,000  00 
60,000  00 
75,000  00 
30,000  00 
212,800  00 


Making  a  total  of  subscription  of. .  $1,492,800  00 
To  which  add  State  credit 760,000  00 


And  the  sum  of 83,242.300  00 

appears,  as  the  amount  of  means  at  the  disposal 
of  the  Directors,  counting  the  banded  securities 
at  par  value,  ^he  revised  estimate  of  Engineers, 
as  per  report  herewith  submitted,  makes  the  cost 
of  the  road,  finished  complete  to  the  Pilot  Knob, 
including  rolling  stock,  depots,  laud  damages,  in- 
terest, engineering,  oflice  expenses  and  contingen- 
cies, $4,100,000,  leaving  a  deficit  of  nearly  two 
millions  of  dollars  to  be  otherwise  provided.  A 
part  of  this  amouat  c>m,  however,  be  dispensed 
with  for  a  time,  by  making  temporary  depot 
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for  the  ensuing  year: 
L.  M.  KENNETT, 
JAMES  HARRISON, 
LOUIS  V.  BOGY, 
MADISON  MILLER, 


JOHN  J. 


bnildingfl,  and  redocinf  the  allowance  for  rolling 
stock  to  a  bare  sufficiency  to  start  with,  leaving 
the  residue  to  be  added  as  the  business  of  the 
road  requires  it.  To  raise  this  amount  on  the 
construction  Jtonds  of  the  Company,  as  original- 
ly contempHpd,  would  in  the  present  condition 
of  the  market  for  railroad  securities,  be  utterly 
impracticable. 

But  we  may  rely  upon  the  aid  of  the  Legislature 
to  place  our  road  on  an  equol  footing  with  the 
;  other  great  trunk  roads  of  the  State.  The  S750,- 
000  State  credit  we  have,  was  granted  for  a  branch 
road  from  the  Pacific  Road  to  the  Iron  Mountain 
about  sixty  miles  in  length,  and  transferred  to  the 
direct  road  on  the  failure  of  that  Company  to  com- 
mence construction  within  the  prescribed  time. — 
Our  road  direct,  is  eighty-six  miles  long  from  Haz- 
el street  to  the  Pilot  Knob,  and  counting  its  entire 
length,  to  the  State  lino  of  Arkansas,  about  210, 
or  nearly  the  same  as  the  North  Missouri,  and  but 
eighty  miles  shorter  than  the  Pacific  to  Kansas. — 
Looking  to  its  vast  importance  to  the  State,  not 
only  as  a  local  road,  opening  up  a  communication 
between,  the  termicus  of  the  other  great  trunk 
roads,  and  the  iron  and  lead  regions  of  Washing- 
ton, St.  Fraocois  and  Madison  counties,  but  also 
as  a  link  in  the  great  Mississippi  Valley  Railroad 
giving  connexions  with  Cairo,  New  Madrid,  Mem- 
phis, Helena,  Little  Rock,  and  by  the  improve- 
ments already  in  progress  East  of  the  Mississippi, 
with  Nashville,  New  Orleans,  Mobile  and  Charles- 
ton, we  may  certainly  expect  for  this  equal  favor 
with  any  other  road,  at  the  hands  of  the  Legisla- 
ture. 

To  put  us  on  a  like  footing  with  the  North  Mis- 
souri we  should  have  $1,260,000  additional  State 
credit,  with  the  help  of  which  St.  Louis  herself  I  ^_  jj.  HACKNEY, 
may  and  should  be  relied  on  to  furnish  the  balance  f[  p,  BLAIR  Jr 
of  the  means  necessary. 

It  is  not  considered  necessary  to  enlarge  upon 
the  vital  necessity  to  St.  Louis  of  the  Iron  Moun- 
tain Railroad.  But  one  opinion  prevails  amongst 
our  citizens  ou  that  subject.  It  must  bo  built. — 
And  that  it  will  be  a  paying  road  when  completed 
if  due  regard  is  had  to  economy  in  its  construction 
and  mjlfagement,  there  cannot  be  a  doubt.  It 
will  commence  with  a  mineral  and  lumber  busi- 
ness almost  or  quite  sufficient  to  sustain  it,  with- 
out having  to  wait  for  the  settling  and  improve- 
ments of  the  country,  consequent  upon  the  build- 
ing of  the  road  itself,  and  the  thousand  new  sour- 
ces of  trade  thus  to  be  opened  up,  which  it  is  im- 
possible with  any  degree  of  certainty  to  estimate, 
or  even  form  a  conception  of  at  present. 

No  arrangement  has  yet  been  made  for  the  pur- 
chase of  rails.  The  price  has  been  so  high,  and 
still  is,  that  it  was  not  deemed  advisable  to  pur- 
chase a  year  or  more  before  it  is  wanted,  even  had 
the  means  been  at  hand,  and  in  the  condition  of 
the  fiscal  afiairs  of  the  company  it  could  not  be 
done  on  favorable  terms  at  any  rate.  There  is 
time  enough  yet,  and  it  is  reasonable  to  hope  that 
some  months  hence  the  supply  and  demand  for 
this  imporant  article  will  be  more  evenly  balanced 
and  a  reduction  in  price  will  take  place.  A  con- 
tract for  three  locomotives  has  been  made  with 
Messrs.  Palm  &  Robertson,  of  our  own  city,  to 
,  be  ready  as  soon  as  «oon  as  they  will  bo  required 
either  on  construction  or  starting  a  passenger  train 
to  Carondelet  or  Jefierson  Barracks.  It  was  ne- 
cessary to  provide  for  these  in  advance,  as  the 
shops  usually  have  orders  many  months  ahead, 
and  considerable  time  is  required  in  building  en- 
gines after  they  arc  ordered. 

The  total  amount  collected  from  stock  subscrip- 
tions to  date,  in  cash  and  bonds,  is  $445,170,  viz  : 

In  bonds  of  the  city  and  county  of  St. 

Louis $326,000  00 

Bonds  city  of  Carondelet '. . .     25,000  00 

In  cash  from  subscribers 95,170  00 

To  which  add  prod,  of  bills 

•    payable 19,391  59 

First  instalment  of  the  State 

bonds 60,000  00     69,39159 


Of  which  there  has  been  paid  oat : 

For  construction,  in  cash 28,951 

In  bonds  of  the  State 25,000  00 

In  bonds  of  the  city  and 

county  of  St.  Louis ....:..  .46.000  00     71,000  00 


Together $99,951  61 

For  engineering,  cash 43,822  27 

For  contingencies  and  office  expenses,    r,  . ;  , 
including  salaries  of  President,  Sec- 
retary, Treasurer  and  Counsellor.. .    10,443  09 
For  land,  and  damages  for   right   of 

way 10,742  70 

For  real  estate 20.177  10 

For  interest 948  G3 

For  fencing ,,j    .     30  00 


Making  disbursements 186,115  40 


Balance $328,446 

On  hand,  city  and  county  >:i  . 

bonds 279,000  00       . 

Carondelet  bonds 25,000  00      i       - 

State  bonds 25,000  00 


19 


S329.000  00 
Over  drawn  on  Ireas.  Id  cash,  diff 


553  81 


$329,000  00 
The  following  gentlemen  were  elected  directors 


-    •:■:  -..•■^^«-'  ■• 

-  ■■.    •■■!»:■..■     t.  :  '-  ■!-•  --: 

Dr.  C.  CAMPBELL, 
EDWARD  HAREN, 
ADOLPflE  ABELES, 
HENRY  T.  BLOW, 
WM.  M.  McPHERSON. 
JOHN  SIMONDS, 
ANDERSON. 

• 'rvi?r;:  «... 


And  the  total  receipts  in  cash  and 

bonds  are $514,561 
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Marietta  aad  Cincinnati  Railroad. 

Chillicothe,  0.,  November  18,  1864. 
H.  V.  Poor,  Esq.. 

Dear  Sir : — Inasmuch  as  the  opening  of  the  Ma- 
rietta and  Cincinnati  Railroad  from  Chillicothe  to 
a  Cincinnati  connexion,  has  given  that  work  a 
prominent  place  among  the  first  class  roads  of  the 
West,|  permit  me  to  post  up  your  readers,  in  a 
few  words,  as  to  its  condition  and  prospects. 

1.  The  line  has  been  located,  and  under  con- 
tract, from  Cincinnati  to  Wheeling,  260  miles,  since 
July,  1^3.  Particular  attention,  however,  has 
been 'given  to  finishing,  first,  the  Western  Division 
which  extends  from  Athens,  on  the  Hooking  riv- 
er and  canal,  to  the  "Queen  City."  Thence,  al- 
though there  are  but  short  intermissions,  between 
working  stations,  along  the  whole  route,  yet  the 
western  division  of  the  road  shows  the  greater  for- 
wardness. The  grading,  masonry,  bridging  and 
"righting  up,"  ready  foi  the  iron,  is  nearly  all  done 
from  Chillicothe  to  Athens,  60  miles.  West  of  Chil- 
licothe, the  iron  is  down,  to  Blanchester,  (57 
failles,)  a  point  on  the  Hillsboro  and  Cincinnati 
road — united  with  the  works  I  am  describing. — 
O.wing  to  the  more  difficult  character  of  the  work 
it  has  been  necessary  nevertheless,  to  expend  more 
money  thus  far,  on  the  eastern,  than  on  the  west- 
ern division,  :^,i     ' 

2.  The  opening  hence  to  Cincinnati,  forms  a  di 
rect  railway  line  almost  as  short  as  nature  will 
admit,  from  the  heart  of  this  great  provision-pro- 
ducing region,  to  the  commercial  centre  of  the 
west.  Heretofore,  the  transit  has  been  via  the 
Ohio  and  Erie  canal  and  the  Ohio  river,  a  distance 
of  165  miles  when  it  could  bo  traversed  at  all,  (by 
permission  of  drought  or  ice.)  The  railroad  dis- 
tance is  less  than  100  miles — time  b%  hours  un- 
der present  arrangementSj  to  be  reached  to  4. — 


I  Yon  may  well  suppose,  therefore,  that  the  road  is 
61   already  doing  a  good  business,  both  in  freight  and 
passengers — which  is  the  fact. 

3.  It  is  by  pushing  the  track^aying  some  32 
miles  eastward  of  this  point,  however,  that  the 
most  marked  benefit  of  the  work,  as  a  freight-car- 
rier, remains  to  be  demonstrated.  That  will  open 
the  line  from  the  village  of  Charleston,  Vinton 
county,  through  the  northe  n  portion  of  Jackson 
county,  and  middle  of  Ross,  to  Cincinnati,  and  the 
Obio  canal,  at  this  place.  Six  new  iron  farnaces, 
and  quite  a  number  of  old  ones,  running  from  10 
to  15  tons  of  pigs  daily,  each,  await  impatiently 
the  track-laying  to  Charleston,  in  order  to  give 
this  road  their  business.  Even  now,  ox-teams 
form  the  furnaces,  are  arriving  in  Chillicothe  with 
the  metalic  treasure,  every  few  days,  while  much 
more  of  it  seeks  the  Ohio  river,  waiting  for  a  rise 
of  water,  while  prices  are  going  down.  The  M. 
&  C.  road  will  enable  the  furnace-men  to  rrgulale 
their  prices  according  to  their  ability  to  produce. 
Again,  27  miles  east  of  this,  the  road  strikes 
the  coal  fields.  Bituminous  coals,  of  remarkably 
fine  qualities  for  furnace,  for^  or  domestic  pur- 
poses, abound  in  this  region,  in  hills  which  jut  up 
to  the  road,  in  many  places.  The  owners  of  these 
mines  are  making  preparations  for  coal  digging  on 
a  scale  commensurate  with  the  wants  of  the  mar- 
ket These  wants  are  likely  to  become  clamerous 
and  pressing,  towards  spring,  from  the  fact  ^at 
the  low  condition  of  the  stream  of  the  Obio  river 
these  six  months  past,  prevented  any  thing  like  an 
adequate  supply  of  coal  from  reaching  Cincinnati. 
The  article  is  even  now  very  high  priced  in  that 
city. 

At  Charleston,  (above  named,)  the  Scioto  and 
Hocking  Valley  road,  (projected from  Portsmouth, 
at  the  mouth  of  the  Scioto,  to  Newark,  the  pre- 
sent southern  terminus  of  the  Sandusky  and  Mans- 
field road,)  is  intersected.  The  union  of  these 
two  roads  at  Charleston,  will  enable  the  liDes  to 
compete  with  the  Ohio  river  fur  the  trarel  of 
Southern  Ohio.        i>v  ■-  .^'.     ^        .-     %.-  -.t.v  * 

4.  The  M.  &  C.  road  has,  of  course,  sympathis- 
ed deeply  with  the  works  of  similar  character, 
during  the  late  and  pending  money  difficulties. — 
It  has  bees  fortunate,  however,  in  the  ability  of 
its  directory,  as  well  as  in  the  intrinsic  value  of 
its  securities,  based  upon  the  condUwn  and  necessi- 
ty of  the  work.     Its  favorable  grades  and  curves, 
and  superior  weight  and  pattern  of  rail  (Wioslow's 
Compound  T.)  expressly  fit  the  road  for  its  great 
prospective  business,  the  transportation  of  coal 
and  iron;  and  its  directness,  East  and  West,  in 
view  of  the  important  Philadelphia,  Baltimore  and 
St.  Louis  connexions,  at  its  terminal  points,  and 
Southern  and  south-eastern  commuuicalions  along 
the  line,  point  the  work  out,  as  perhaps  the  most 
promising  unfinished  line  existing  in  the  West. — 
It  is  these  properties  and  qualities  which  have 
sustained  the  work  while  othoni  of  l«>ss  intrinsic 
vilue  have  been  obliged  to  suspend.     These  have 
s^ctired  to  this  road  the  countenance  and  co-oper- 
ation of  Philadelphia,  Wheeling,  the  Pennsylvania 
Bkilroad  Company,  the  counties  and  cities  along 
the  line,  the  $150,000  subscription  by  the  city  of 
Cincinnati,  and  private  subscriptions,  making  the 
aggregate  subscribed  capital  some  $5,000,000. — 
Tpese  have  given  the  work  the  prestige  of  success 
even  among  the  cautious  capitalists  of  Paris  and 
JjocdoD,  who  have,  daring  the  present  aatoom 
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purchased  more  liberally  of  tbu  securities  of  this 
than  of  any  other  uufinished  road  in  America. — 
These,  duriqg  the  past  week,  have  placed  the 
boDds  of  the  Marietta  company,  in  the  hands  of 
purchasers  in  your  city,  at  91  per  cent.,  a  price 
DOW  accorded  only  to  first  claiis  securities  on  great 
lines. 

By  a  modification,  recently,  of  tho  corps  of  of- 
ficers, Noah  L.  Wilson,  Esq.,  (a  director  from  the 
beginning,)  has  been  chosen  President  of  the  M.  & 
C.  R.  Co. ;  W.  S.  Nye,  Vice  President ;  John  Ma- 
deria.  Treasurer ;  D.  Putnam,  Marietta,  and  A.  B. 
Walker,  Athens,  Assistant  Treasurers ;  and  Seneca 
W.  Ely,  Secretary.  The  engineering  department 
is  unsurpassed  in  ability,  consisting  of  John  Wad- 
die,  Esq.,  (for  twenty  years  a  leading  engineer  on 
.  the  State  Works  of  Ohio,)  C.  Engineer  ;  Sylvester 
Medbery,  (well  known  in  the  west)  consulting  en- 
gineer ;  and  Jacob  Blickensderper,  (just  elect- 
ed by  75,000  majority,  to  the  State  Board  of  Pub- 
lic Works,)  Chief  Engineer  of  the  Eastora  Division 
oftheroad.       ri-:";>:jf;  •   -  vv       '■t!-*?.-!v    i 

I  should  have  stated  above,  that  the  iron  for 
the  whole  line,  from  Cincinnati  to  Wheeling  has 

been  purchased — enough  of  which  has  reached 
this  point  to  extend  into  the  mineral  region  above 
alluded  to.    Thus  far,  some  S200,000  have  been 
expended  in  locomotivas  and  road  furniture. 
Eespfectfnlly,  yours. 

..^ . -I  ./;^;'     av-;':''.---^'  J.    P.   B.      . 

Strvw  Albanjr  »afl  Sal«m  Railroad. 

This  company  was  originally  organized  under  a 
law  of  the  State  of  Indiana  passed  in  1842,  au- 
thorizing private  companies  to  take  up  and  finish 
works  which  had  been  abandoned  by  the  State  in 
consequence  of  financial  embarrassment  Among 
the  works  commenced  was  a  McAdamized  road 

•  from  New  Albany  and  Crawfordsville,  in  Mont- 
gomery County,  but  which  was  abandoned  after 
having  been  graded  to  New  Salem,  35  miles.  In 
1846,  the  Legislature  passed  a  law  authorizing 
such  company  as  might  be  formed,  to  construct  a 
railroad  upon  the  line  of  the  proposed  McAdamiz- 
ed road.  Under  the  above  acts,  tho  New  Albany 
and  Salem  Company  was  organized.  By  subse- 
quent acts  the  personal  liability  clause  in  the  law 

-  of  1846  was  repealed ;  and  also  the  clause  by 
which  the  State  had  reserved  to  itself  the  right  to 
repeal,  or  amend  the  charter.  The  amendments 
also  give  the  company  authority  to  extend  their 
road  to  any  point,  or  points,  within  the  State.  The 
company  are  under  no  restrictions  as  to  rate  of 
tolls  or  profits  to  be  received. 

The  work  of  construction  on  that  portion  of  the 
road  between  New  Albany  and  Salem  jwas  com- 
menced in  the  spring  of  1848,  and  the  road  open- 
ed to  Salem  in  August,  1850.  The  second  division 
from  Salem  to  the  East  Fork  of  White  River  was 
put  under  contract  in  August,  1849,  and  opened 
to  White  River  in  May,  1862.  On  tho  first  day  of 
July,  1853,  173  miles  of  road  had  been  complet- 
ed ;  viz  67  miles  between  Lafayette  and  Michigan 
City;  28  between  Crawfordsville  and  Lafayette, 
and  78  between  New  Albany  and  Bloomington. 
In  September  of  the  same  year  the  entire  division 
between  Lafayette  and  Michigan  City  was  opened 
for  business ;  and  on  the  24th  of  June,  the  whole 
lino  of  288  miles.  Under  the  charter  which  au- 
thorized the  extension  of  the  road  to  any  part  of 
the  State,  a  road  has  been  coDstrucied  from  Michi- 
gan City  to  the  State  Line  of  Illinois,  a  distance 
of  40  mileS|  under  th9  auspices  of  (he  Michigan 


Central  Railroad.  As  a  consideration  fur  the  right 
to  avail  themselves  of  the  above  provision  in  the 
charter  of  the  New  Albany  and  Salem  Railroad, 
the  former  subscribed  S500,000  to  the  stock  of  the 
latter,  to  be  expended  on  that  portion  of  the  road 
between  Michigan  City  and  Lafayette,  and  have 
built  and  run  that  portion  of  the  road  from  Michi- 
gan City  to  Chicago,  which  is  only  nominally  a 
portion  of  the  New  Albany  and  S.ilem  Railroad. 
The  New  Albany  and  Salem  Company  are  also 
constructing  a  branch  road  from  Gk>sport  to  India- 
napolis, a  distance  of  28  miles. 

The  following  is  a  statement  of  the  financial 
condition  of  the  company  on  the  20th  of  July, 
1854,  the  date  of  the  \asi  annual  report. 
Ten  per  cent,  mortgage  bonds,  payable 
S100,000    annually    from    1859    to 

1864 8500,000 

Eight  per  cent,  mortgage  bonds,  pay- 
able from  1864  to  1875 2,325,000 

Seven  per  cent,  mortgage  bonds,  pay- 
able in  1862 175,000 

Seven  per  cent,  mortgage  bonds,  pay- 
able in  1883 1,000,000 

Floating  debt 302,250 


Tho  receipts  of  the  road  for  the  six  months 
ending  June  30th,  were,  from 

Freights... $107,950  97 

Passengers 98,422  24 

Mail 6,759  55 


S212,132  76 
Expenses,  including  fuel,  oil,  repairs 
of  track   and   machinery,    station 
and  train  service,  &c 97,788  96 


Total  funded  and  floating  debt $4,302,250 

Capital  stock  paid  up 2,387,900 


Total  amount  of  capital  and  debt $6,690,150 

Of  the  last  issue  of  bonds,   $227,000  are  reserved 
to  pay  interest. 

The  total  coat  of  the  road  up  to  the  same  date 
has  been  as  follows. 

Locomotives :,.  ...'. $233,400  86 

Freight  and  Passenger  Cars 301 ,891  66 

Depots  and  Water  SUtions 114,277  14 

Engine  Houses  and  Machinery 100,041  64 

Real  Estate 108^001  58 

Interest  on    Stock    and  • 

Bonds  during  construe-  -  *.    -<: 

tion $451,876  61 

Less    net     earnings     of 

Road 245,936  18 

205,931  43 

Discount  on  Bonds 498,022  60 

Construction  of  Road,  including  grad- 
ing, bridging,  right  of  way,  iron, 

ties,  track-laying,  &c 4,393,156  87 

Engineering ..   •6^,090  38 

Incidental  expeqses,  oflicers  salaries, 
&c 43,710  73 


$6,034,524  69 
The  unexpended  means  of  the  Company,  in  ad- 
dition to  the  proceeds  of  the  sale  of  bonds  reserv- 
ed for  the  payment  of  interest,  as  stated  above, 
is — 

The  bonds  of  Montgomery  County,       .  ^^^ 
taken  for  a  subscription  of  stock,         .y  , 
and  pledged  as  collateral  security       .  C^.'?. 
on  $175,000  of  7  per  cent,  bonds,      J"  r 
sold  by  Crawfordsville  and  Wabash 
Railroad  Company,  previous  to  tho 
consolidation  of  the  two  Compa- 
nies  $100,000  00 

Balance  due  on  stock    subscriptions 

East  and  West 270,425  41 

Real  Estate  on  hand  not  necessary  for 
usoofRoad 60,000  00 


$430,426  41 
Of  the  above  amount,  there  will  bo 
available  for  the  current  year,  col- 
lections on  stock 211,000  00 

Sales  of  Real  Estate 10,000  00 

To  which  may  be  added  the  net  re- 
ceipts of  the  roaul  for  the  current 
6  months 180,000  00 


Total  ayailable  means 


Net  Receipts $114,343  80 

progresa  of  the    Grand  Trunk  ilail«rai . 

The  Grand  Trunk  Railway  of  Canada,  as  estab- 
lished by  the  several  acts  of  the  Provincial  Parlia: 
ment,  consolidating  various  lines  previously  char- 
tered, extends  from  the  city  of  Portland,  Maine, 
to  Port  Sarnia,  C.  W.,  at  the  foot  of  Lake  Huron, 
on  the  Wt'st — with  a  branch  line  to  Quebec,  which 
line  is  to  be  extended  Eastward  an  far  as  Trois 
Pistoles.  The  lines  finished  and  under  contract, 
areas  follows  :  ,|'.i^;T-'> 

Portland  to  Montreal . .  .1 . . . . 292  miles, 

Quebec  to  Richmond 100     " 

Quebec  to  Trois  Pistoles 163     " 

Montreal  to  Toronto 345      " 

Toronto  to  Sarnia .iVV« 172     " 

Belleville  to  Peterboro  ...,...•'. 60     " 

Total 1,112  miles 

Of  these  two  sections,  that  from  Portland  to 
Montreal  is  opened  for  business.  The  Quebec  and 
Richmond  section  is  about  to  be  opened.  The  line 
from  Montreal  to  Brockville,  125  miles,  will  be 
opened  for  traffic  in  September,  1865,  and  from 
Toronto  to  Stratford,  90  miles,  Oct.  Ist,  1856,  from 
Toronto  to  Whitly,  38  miles,  and  fi-om  Quebec  to 
St.  Thomas,  40  miies,  in  the  course  of  the  same 
month,  making  290  miles  to  be  opened  in  the  au- 
tumn of  1855,  or  682  miles  in  all,  including  the 
Montreal  and  Portland,  and  Quebec  and  Richmond 
sections.  In  1856,  197  additional  miles  will  be 
opened,,  making  an  aggregate  of  879  miles  to  be 
opened  for  tpaflSc  within  two  years  from  the  pre- 
sent lime.  As  to  tho  remaining  233  miles  the 
time  for  their  completion  is  not  determined. 

These  facts,  and  all  other  information  contain- 
ed in  this  article,  are  furnished  ns  by  Sir  Cusack 
Rouey,  Managing  Director  of  the  Grand  Trunk 
Railway,  and  are  the  same  as  stated  in  the  testi- 
mony recently  given  by  him  in  writing,  to  the 
Railway  Committee  of  the  Parliament  of  Cana- 
da. 

The  capital  of  the  Grand  Trunk  Company,  is 
£9,500,000  steriing,  or  $46,075,000,  The  total 
amount  subscribed  to  the  Grand  Trunk  Railway 
in  London  in  April,  1853,  was  £8,083,600.  The 
remaining  portion  of  the  £9,500.000  consists  of 
capital  raised  prior  to  the  amalgation,  by  the  fol- 
lowing Companies: 
St.    Lawrence    and    Atlantic    Railroad 

shares £246,100 

Bonds  of  the  Province 400,000 

Other  bonds .' 233,000 

Total  r.- . ............;. £879,100 

Quebec  and  Richmond  shares, .  £305,000 
Bonds ; 100,000 

£405,000 

Toronto  and  Gnelph  shares £132,300    -•'•.;^«.^ 

£132,300 


Total....  ; £1,410,400 

Subscriptions  in  1853 8,083,600 


.$401,000  OOj 


Total £9,500,000 

The  capital  subscribed,  consisted  of  stock  £4,- 
181,400,  Company's  bonds  £2,090,700,  Province 
Deb<!ntures  £1,811,500. 

Of  this  capital  there  has  been  paid,  ujion  stock 
£883,156,  Company's  l)ond.s  £653,.327.  Provincial 
Dobenlnros  £736,417,  or  a  total  of  £2,171,900,  or 
SIO.533,715. 

It  may  be  proper  in  this  connection  to  say,  that 
since  the  foregoing  statements  were  prepared,  a 
further  assessmcDt  of  £2  lOs.  per  share,  payable 
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October  U,  1854,  has  been  called  in,  which  Avas 
very  promptly  paid,  adding  very  largely  to  the 
amount  of  the  Company 'a  receipts,  as  above  stat- 
ed. 

The  contracts  for  the  Grand  Trunk  Railway  in- 
clude also  the  building  of  the  Victoria  Bridge. — 
Taking  these  contracts  by  sections  the  prices  are 
as  follows:  .  ^.       .    ;\    "     ■ 

The  Victoria  Bridge....,  ...'. ...JEl, 400,000 

Montreal  to  Toronto,  346  miles 3,000,000 

Belleville  to  Peterboro,  50  miles 400,000 

Toronto  to  Sarnia,  172  miles 1,37G,000 

Quebec  to  Bichmond.  100  miles 650,000 

Quebec  to  Trois  Pistoles,  163  miles. . . .   1,224,000 

Total $8,060,000 

The  contract  for  the  Victoria  Bridge  provides 
that  an  additional  £100,000  may  be  paid  to  the 
contractors,  in  case  the  Engineer  in  Chief  of  the 
Company  shall,  on  the  completion  of  the  work,  be 
satisfied  that  that  additional  sum  should  be  paid 
to  Messrs.  Peto  &  Co.,  therefor. 

The  section  from  Toronto  to  Sarnia  is  under  con- 
tract to  Canadian  contractors,  Gzowski,  Gait,  Hel- 
ton &  McPherson.  All  other  portions  of  the  lin^ 
including  the  Victoria  Bridge,  to  the  English  con- 
tractors, Messrs.  Peto,  Brassey,  Betts  &  Jack- 
son. "''".'''V  ',"■■'"'"''■■■',.»"•'' 

Thei-e  has  been  already  expended,  on  lh6 

Victoria  Bridge  about £150,000 

Toronto  and  Montreal  section 1,131,063 

Quebec  and  Trois  Pistoles  section 165,360 

Quebec  and  Richmond  section  about ....  60,000 
St.  Lawreuco  and  Atlantic  section  about.  316,000 
Toronto  and  Sarnia  section 676,578 

Thfi  amount  of  money  actually  expended  by  the 
Grand  Trunk  Company,  including  the  capital  paid 
in  on  the  Quebec  and  Richmond,  and  the  St.  Law- 
rence and  Atlantic  lines,  which  are  now  consoli- 
dated into  it,  is  £3,721,900,  or  $18,051,215.  To 
this  should  be  added  the  cost  of  the  line  from 
Portlaiwl  to  Island  Pond  amounting  to  about  $6,- 
000,0(X)  more,  including  the  large  expenditures  in 
Portland  for  stations,  wharf  accommodations,  &.c., 
at  the  India  St.  Station. 

The  .contracts  for  the  various  lines  require  them 
to  be  equal  to  any  first  class  English  Railway,  and 
superior  to  any  now  known  in  use  on  this  con- 
tinent. The  bridges  are  to  be  of  masonry,  or  brick 
work,  with  iron  tubes  across  the  spans.  All  these 
tubes  are  ou  the  plan  of  the  well  known  Brittania 
Bridge  across  the  Menai  Straits  in  Wales.  The 
stations  and  all  other  buildings,  such  as  repair 
shops,  &c.,  are  to  be  of  brick,  or  stone,  covered 
with  slates  or  metal.  The  contracts  include  a  sup- 
ply of  engines,  cars,  both  passenger  aad  freigl  t, 
as  W(  11  as  gravel  cars,  snow  ploughs,  repair  shops, 
water  houses,  wood  sbeiis,  in  short  every  article 
required  for  the  efficient  working  of  the  railway. 
The  only  exception  to  the  above  is  on  the  Quebec 
and  Richmond  section  where  wooden  buildings 
are  allowed. 

£xten.sivu  as  are  the  j)rcparalions  for  the  trans- 
action of  business  at  Portland,  they  appear  quite 
insignificant  in  comparison  with  thooe  in  progress 
at  Mor\treal.  The  Company  have  purchased  for 
their  depot  grounds  at  Point  St.  Charles  over  100 
acres  in  one  extended  flat  or  plain,  upon  which 
they  are  now  erecting  engineer  and  car  works,  on 
a  most  extended  scale,  and  upon  which  station 
houses  for  passengers  and  freight,  are  already  in 
progress. 

Bat  the  most  imposing  as  well  as  the  most  at- 
tractive of  all  the  works  of  the  company,  and,  infact 
the  most  observable  object  at  Montreal,  is  the  work 
already  done  on  the  Victoria  Bridge.  £200,000 
will  be  expended  upon  it  the  present  year,  and  it 
is  intended  to  expend  from  £200,000  to  £250,000 
each  year  daring  its  construction.  All  the  pre- 
liminary arrangements  for  carrying  out  the  work 
have  been  organized,  and  Pier  No.  1,  next  to  the 
north'n  ab'tment,i8fini8hed.Iti8  90feetlong,  15  feet 
wide  and  36  feet  above  the  summer  level  of  the 
river.  No.  2  is  progressing  very  satisfactorilly. — 
The  northern  abutment,  which  is  242  feet  long  by 
90  feet  wide,  is  already  brought  nearly  as  high  as 


the  winter  level  of  the  St.  Lawrence,  and  is  to  be 
carried  34  feet  above  the  bed  of  the  river.  From 
this  abutment  to  the  North  shore  of  the  St.  Law- 
rence there  is  a  .solid  stone  emban)£ment,  faced  in 
rough  masonry,  toward  the  current  1,200  feet  in 
length,  and  is  so  far  finished  as  to  be  occupied  by 
a  railtrack  over  which  the  stone  for  the  piers  is 
now  transported.  The  Titanic  proportions  of  the 
works  already  executed,  involuntarily  excite  thB 
stongest  emotions  of  wonder  and  admiration. 

The  bridge  will  consist  of  26  spans  or  spaces  for 
navigation  between  the  twenty-four  piers  (exclu- 
sive of  the  two  abutments)  for  the  support  of  the 
tubes.  The  centre  span  will  be  330  feet  wide 
and  each  of  the  other  spans  will  be  242  feet  wide. 
The  clear  distance  between  the  ordinary  summer 
level  of  the  St.  Lawrence  and  the  under  surface  of 
the  centre  tube  is  to  be  60  feet,  and  the  height  di- 
minishes towards  cither  side,  with  a  grade  of  1 
in  136  or  140  feet  in  the  mile,  so  that  the  onter  or 
river  edge  of  each  abutment  the  height  is  30  feet 
above  the  summer  level. 

The  bridge  is  so  located  as  to  be  in  full  view 
from  all  parts  of  the  city  of  Montreal,  where  it 
will  always  remain  the  greatest  object  of  attraction 
to  the  pleasure  tourist  and  the  lover  of  art,— 
throwing  far  into  the  shade  the  most  renowned  ol 
all  the  works  of  ancient  and  modem  times — not 
excepting  even|the  Pyramids  of  Egypt,  the  Parthe- 
non of  Atheas,  or  the  Roman  Coliseum. — SUUe  of 
Maine. 


Meeting;  of  the  Stockholders  of  the    Newr 
Haven  R.  fl. 

At  an  adjeurncd  meeting  of  the  stockholders  of 

the  New  York  and  New  Haven  R.  R.,  held  on  the 

7th  instant  at  NewHaven,  the  following  resolutions, 

which  were  adopted  by  a  stock  vote  of  7,635  to 

4,381  shares  will  iadicate  the  action  of  the  meet- 

mg.  ,;i.i.-ir  J.Vi M.M.  i        ■•  .' 

miere'as,  It  is  apparent  that  to  promote  the 
prosperity  and  success  of  the  New  York  and  New 
Haven  Railroad  Company,  its  affairs  should  be 
conducted  by  Managers  or  Directors  enjoying  the 
full  and  entire  confidence  of  the  stockholders,  and 
it  is  believed  that  the  gentlemen  at  present  hold- 
ing the  place  of  Directors  do  not  possess  that  con- 
fidence believed  to  be  so  essential,  therefore. 

Resolved,  That  the  Directors  be,  and  they  are 
hereby  requested  to  form  a  new  Board,  by  succes- 
sive resignations  and  by  filling  vacancies,  agree- 
able to  the  6th  section  oi  the  act  of  incorporation. 

Resolved,  That  the  following  peraons  be,  and 
they  are  hereby  proposed  as  suitable  persons  to 
fill  such  vacancies,  viz :  James  I.  Jftoosevelt,  New 
York ,  J.  Phillips  Phoenix,  do.  j  Geo.  W.  Miller, 
New  York ;  Dennis  Khuberly,  New  Haven  ;-Nath'l 
A.  Bacon,  do.;  Moncifl-e  Robinson,  Philadelphia; 
Wm.  L.  Lyon  Greenwich  ;  Peter  T.  Homer,  Boston  ; 
Wm.  W.  Billings,  New  London. 

Resolved,  That  we  approve  of  the  course  of  the 
Directors  in  having  submitted  the  question  of  lia- 
bility to  the  eminent  counsel,  Messrs.  Noyes  and 
Wood,  and  we  recommend  said  opinion  as  a  safe 
guide  for  their  future  action,  and  that  it  would  b« 
abwise,  inexpedient,  and  hazardous  for  this  meet- 
ing, this  corporation  or  its  Directors,  to  attempt  in 
any  form  to  subject  the  Stockholders  to  a  burden 
which  neither  the  law  nor  equity  impose  upon 
them. 

Resolved,  That  the  Directors  be  requested  to 
engage  the  services  of  Hon.  Roger  S.  Baldwin,  of 
New  Haven,  as  associate  counsel  with  Messrs. 
Noyes  and  Wood,  to  defend  the  corporation  in  all 
actions  which  may  have  been  or  may  be  brought 
against  it. 

The  meeting  was  numerously  attended,  and  the 
resolutions  were  adopted  after  a  long  and  excited 
discussion. 

The  action  of  the  stockholders  cannot  affect 
the  question  of  the  liability  of  the  company  on 
account  of  the  over- issues.  They  cannot  vole  off 
their  liabilities,  neither  could  a  majority,  by  vote, 
bind  the  company  to  an  illegal  act.     If  the  over- 


issues be  strictly  ilUgal,  then  any  stockholder 
couli  enjoin  the  company  against  their  assump- 
tion, The  question  of  liability  is  o^e  oi  fact,  not 
of  papular  opinivn,  and  no  progress  is  made  by 
contentions,  or  the  resolutions  of  stockholders. 
The  matter  will  have  to  be  settled  by  the  courta 
of  k  le,  and  the  sooner  their  decision  is  obtained, 


the 


Jtter. 


Bmt  the  case  is  full  of  difficulties  from  the  dif- 
fereqt  relations  that  the  holders  of  the  fraudulent 
stocl^  sustained  toward  Schuyler.  The  equities  of 
an  ^nocent  purchaaei-  at  second  hand  may  be 
verj'i  different  frodi  those  who  purchased  direct 
fron^  Schuyler.  Itj  may  be  decided  that  the  oflbr- 
ing  6>r  sale  of  tw<j  thousand  shares,  say,  in  one 
certificate,  and  by  ia  man  who  for  a  long  time  had 
beeep  an  inveterate  borrower,  was  calculated  in 
itself  to  awaken  silspicion  that  all  was^not  right ; 
and  If  taken  nmlee  such  circumstances  it  was  at 
the  peril  of  the  bAyer.  All  Bach  quegtions  may 
have  to  be  considet^d,  so  that  aru  decision  may 
settle  only  a  class  i>(  cases  instead  of  the  whole. 

In  view  of  this  f^t  a  compromise  which  should 
result  in  tbe/<zt>  thing  to  all  parties  would  seem 
to  be  very  desirable ;  otherwise  tie  property  of 
The  company  may  pe  sacrificed  to  numerous  and 
interminable  law  siuits. 

With  regard  to  tbe  «olicited  resignation  of  the 
directors,'  it  is  stated  that  they  will  not  resign,  at 
present,  at  least.  !We  should  say  that  a  proper 
appreciation  of  th^ir  position  before  the  public, 
taken  in  connection  with  their  past  history  would 
have  induced  themj  to  resign  long  ago.  Just  look 
at  the  facts  of  the  case.  Here  is  a  road  that 
has  been  grossly  iriis)nanaged  for  years,  with  sub- 
stantially the  same  direction  as  at  present.  That 
both  in  the  case  of  the  Schuyler  fraud,  as  well  as 
in  other  matters,  they  are  culpable  to  an  extent, 
which  in  the  opinio^  of  many  of  our  best  lawyers, 
is  sufficient  to  crealte  a  personal  liability ;  there 
is  no  dispute.  Lool^  at  a  fact  to  which  we  recent- 
ly called  attention;  their  omission  to  make  the 
customary  report  t<^  the  legislature  for  the  past 
year.  The  incipient  peculations  of  Schuyler  were 
undoubtedly  the  reason  why  it  was  not  made. 
Why  did  they  not  Ipok  into  the  matter,  and  com- 
pel him  to  make  one.  Had  they  done  so,  the 
fraud  might  have  l^een  discovered,  or  put  a  stop 
to.     Will  they  answer  this  question  1 

Here  is  a  palpable,  tangible  charge  of  miscon- 
duct.   But  uox)ne,  we  presume,  believes  that  they,,, 
knew  or  cared  how  the  company  was  managed.' 
They  had   no  pecuniary  interest  in  the  road  to 
amount  to  ^y  thing;.   As  far  as  the  company  were 
concerned,  they  were  mere  puppets  of  Schuyler, 
to  enable  him  the  better  to  play  out  his  schemes. 
That  such  men  afte|-  such  a  history,  followed  by 
such  a  catastrophe,  should  not  take  the  first  hint 
to  clear  out,  is  new  proof  of  their  want  of  a  com- 
mon appreciation  of  the  duties  ot  their  position.'^ 
They  are  at  best  b|ut  agents  of  the  company  nn- 
accompanied  by  any  interest  that  can  constitute 
an  apology  for  holding  on. 

Have  not  railroad  companies  a  right  to  turn  * 
away  incompetent  or  unfaithful  agents  at  plea- 
sure 1  If  not,  matters  ha\-e  come  to  a  pretty  pass. 
Did  the  directors  sustain  similar  relations  to  an 
individual,  the  only  notiee  they  would  have  to 
quit,  would  be  a  rts  a  turgo,  sufficient  to  remove 
them  instantly  both^  from  their  positions  and  re 
sponsibilitiee. 
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Motice  to  Contractors. 

(  OFFICE  OF  THE  ALA.  &  I'LA.  R.  R.  CO.  OK  ALABAMA. 

(  Montgomery,  Aia.,  Nov.  Sd,  1854. 

SEALED  proposals  for  the  Qraduation,  Mason- 
ry and  Bridging  of  sixty  (67)  seven  miles  of 
the  Ala.  &  Fla.  Railroad  of  Alabama,  extending 
from  Montgomery  to  the  junction  of  the  Sepalgat 
and  Persimon  Creeks  in  Convent  County  will  be 
received  at  the  officii  of  the  Company  until  the 
first  Monday  in  December  next. 

Plans,  specifications  and  profiles  will  be  ready 
for  inspection  on  and  after  the  15th  inst. 

The  work  on  the  first  25  miles  is  light,  and  the 
time  allowed  for  the  completion  of  contracts  on 
this  portion  of  the  line  will  be  12  months. 

On  the  remainder  of  the  line  two  years  will  be 
given. 

The  payments  offored  are  %  in  cash  and  )3  in 
the  capital  stock  of  the  Company. 

The  provision  crop  along  the  line  has  been  ab- 
undant, the  country  is  perfectly  healthy  and  work 
of  such  inviting  character  both  in  profile  and  ma- 
terial is  rarely  offered. 
46  3t.  SAMUEL  G.  JONES,  Chief  Eng'r. 


Iron    UoUingr    Mill    Property 
for  Sale. 

The  particular  attention  of  capitalists  desiring 
to  enter  AT  ONCE  (WITHOUT   THE    DE 
LAY  of  putting  up  new  works, )  into  the  manufac 
turing  of  Iron,  is  called  to  the  following : 

The  mill  is  situated  UPON  TIDE  WATER  (and 
ACCESSIBLE  at  ALL  SEASONS  of  the  year  for 
shipments)  between  New  YoA  and  Philadelphia 
— Coal  can  be  had  at  the  very  lowest  rates — and 
in  point  of  convenience  and  situation  is  perhaps 
SECOND  to  NONE  IN  THE  COUNTRY.  In  AD- 
DITION to  its  PRESENT  adaptation  to  the  manu- 
facture of  MERCHANT  AND  BOILER  IRON,   it 


JMew  York  and  £rie  R.  R. 


Notice  to  Contractors. 


On  and  after  Wednetday,  Sept.  202A,  and  until  fUrtber  ootioc 
PASSENGER  TRAINS 
^will  leave  Pier  foot  ofDuano  street, 
as  follows,  viz  : — 


A 


BcFFALO  Express,  at  6a.in.  for  BuAlo. 

DtTMKiBK  Express,  at  6  a.ni.  for  Dunkirk. 

Mail,  at  SH  a.m.  for  Dunkirk  and  Buflalu,  and  intermediate 
stations. 

Rockland  Passssoeb,  atSM  pm ,  (from  foot  of  Chambers 
Street)  via  Piermont,  for  SuffcTii  and  intermediate  stations. 

Way  Passenoer,  at  4  p.m.,  for  OtiaviUc,  anil  intermediate 
•tatioiis. 

Night  Express,  at  bH  p.m.  for  Dunkirk  and  Buffalo. 

E.MIORAMT,  atO  p  m.,  for  Dunkirk  and  Buffalo  and  intermedi- 
ate stations. 

On  Sundays  only  one  Express  Train— at  5>i  p.m. 

These  Express  Trains  connect  at  Buffalo  with  flrstclaas 
splendid  Steamers  on  Lake  Erie  for  all  ports  on  the  Lake  ; 
and  at  Dunkirlt  with  the  Lake  Shore  Railroad  for  Cleveland, 
Cincipoati,  Toledo,  Detroit,  Chicago,  etc 

D.  C.  McCALLUM,  General  Sup'U 


For  Sale. 

BT  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  railroad  purpose,  which  will  b«  sold  at  a  rea- 
sonable prica.    Por  furtlier  information,  apply  to 

SAMUEL  J.  HAYES, 
I  .  ..       ,    .  M.  of  M.,  Baltimore  and  Oliio  R.  R.  Co., 

I  ■  or,  BRIDGES  &  BRO., 

IB  tf  64  Courtland  st,  Jiew  York. 


Pblladclphln,  Wllmlngrton  & 
Baltimore  Railroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST. 

Trains  will  leave  the  Southern  and  Western  Station,  comer  of 
Broad  and  Prime  streets,  Philadelphia,  at  8  SO  am.  12  45,  3  and 
11pm. 

PAItB   BT  TBROCOH  TICKXT8   TO  THB  SOtlTH. 

Prom  New  York  to  Wilmington fl5  60 

do        do  Norfolk 8  60 

ha»  machinery  in  operation  for  making  WROUGHT  |  r^om  Philadelphia  to  ^^2'T""/:"/:://Z::":'.  ^t  so 

,do        do  Petersburg 0  00 

do       do  Richmond 8  00 

FARB   BT  TBROCOH  TI0KBT8  TO  TEB  WBST. 

Prom  New  York  to  Cincinnati |13  60 

do        do  Louisville............... ...  14  50 

From  Philadelphia  to  Cincinnati . 11  00 

do        do  Louisville 12  00 

Prom  New  York  to  Indianapolis 16  00 

An  extra  charge  will  tM  mado  Sxe  meals  and  ptate  rooms  »n 

board  the  boats.  ,f*iJr,Vvj^       S.  L.  SPAFFORD, " 

27tf  General  Sup' t. 


IRON  RAILROAD  CHAINS  AND  SPIKES,  and 
could  readily  be  prepared  for  MAKING  RAI^^S 
together  WITH  ALL  THE  advantag<'S  of  a  first- 
class  establishment.  It  is  well  known  that  in  the 
present  prosperous  condition  of  the  business  THE 
PROPERTY  WILL  PAY  ITSELF  IN  ONE  YEAR 
and  the  reason  of  the  property  being  disposed  of, 
is  that  the  owner  is  engaged  in  a  heavy  business 
in  the  Sute  of  New  York.  A  VERY  LIBERAL 
SPECIAL  charter  may  BE  BOUGHT,  under  which 
the  Mill  can  be  worked,  if  wanted.  It  is  needless 
to  say  more,  as  parties  interested  can  obtain  all 
information  by  applying  to 

J.  WOOD  &  SON, 
76  South  4th  street,  Philadelphia. 
P.  8. — A  portion  of  the  purchase  money   may 
remain  on  the  property,  or  otherwise.       44.  4t. 

THOS.  M.  CASH, 

PHILADELPHIA  RAILWAY  AGENCY, 

.;.   FOR  THE  PURCHASE  OF  ALL  ARTICLES 

required  by 

RAIL.ROAl>  COMPANIES 

.'  ON  COMMISSION. 

*^'  Offlae  No.  80  South  Fourth  Street,  near  Walnut, 

^       PHILADELPHIA. 

REFERENCES. 

RiOBABD  NoBxis  A  Son,  Locafnotive  Builders,  PhilatUlphia. 
"Wm.D.  LBWi8,Esq.,Pres'tCatawii8aR.R.Co.,  „ 

Ohablcs  H.  Fisher,  Esq.,  „ 

John  Caldwell,  Esq.,  Pres'tS.CaroPaR.R  Co.,  Charltston. 
J.Pi»cks«yHecgkr,  Esq.,  Pres'tN.East'nR  R.Co..  „ 


Fag^gotted  Car  and  Engine 
Axles 

FORGED  BY  RANSTEAD,  DEARBORN  &.  CO.,  BOSTON, 
Mass. 
These  Axles  are  drawn  fl-om  the  fkggot  entirety  6y  the  ham- 
mer, and  are  all  xearrp.ntiid. 


'^ 


SEYMOUR,  MORTON  &  CO., 

GENERAL  RAILROAD  AGENCY, 
Office,  Metropolitan  Bank  Building,  No.  110  Broadttay. 

HAVE  to  diDjxwc  of  at  private  sale,  in  amounts  to  suit  per 
pons  desiring  to  invest,  the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years. 

OHIO  AND. MIS.«ISSIPPI  R.  K.  8T00K,  drawing  interest. 
'  M AYS VILLE  AND  LEXINGTON  MORTGAGE  BONDS, 
at  21  years. 

MAYS  VILLE  AND  T>BXINOTON  R.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  STOCK. 

SniOTO  AND  HOCKING  VALLEY  R.  R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS. 

LOUItiVILLE  AND  NASHVILLE  R.  R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.  R.  BONDS. 

They  are  prepar*d  to  negotiate  contracts  for  the  sonstruetion 

and  equipment  of  railroads  in  any  part  of  the  coiutry,  including 

lUmlahinK  corps  of  engineers  and  contractors,  locomotive  en- 

gfaMS  and  cars,  railroad  bridges,  McOalluni's  Pat«Dt,  railroad 

iron,  obslra>  plkea,  awltcti  Irvsa,  *«.,  Ac. 


Boiler  and  Tank  RlTets, 
Nuts  and  W^asbers; 

All  Sizes  of 

Bolts  and  Bolt  Ends 


1 


A*     UV-itiiii 


for  Sale  by 
BRIDGES  &  BROTHER, 
.  64  Courtland  st,  N  Y 


Welded  Wrongbt  Iron  Tubes. 

THE  ■ut>ecriben  having  lately  added  to  their  Cumberland 
Nail  and  Iron  Works  an  establishment  for  making  Wrought 
Iron  Tub€«L  are  now  prepared  to  supply  tha  trade  with  tubes 
two  to  twelve  feet  in  length,  tUmished  with  screws  and  ferrules 
OD  their  ends,  of  the  following  sizes — inside  diameter 

H,     X,     h,     >i,     X,    1,    la,    IX  and  2  inches. 
Warranted  and  fully  proved,  equal  to  the  t>est  Pipes  roanu- 
fkctured. 

An  orders  addressed  to  us  will  receive  prompt  attention,  and 
liberal  discounts  from  the  list  of  prices  will  be  allowed  to  the 
trade. 

REEVES,  BUCK  &.  Co., 
Na  i&  North  Water  Street,  Philadelpliia. 
July  13, 1864.  ZS.Om. 


Railroad  Iron. 

THE  Undersigned,  having  made  arrangements  abroad,  are 
prepared  to  contract  for  the  delivery  of  Foreign  rails,  of 
approved  brands  upon  the  most  favorable  terms. 

They  will  (also  make  contracts  for  American  ralU,  made  at 
their  Trenton  Works,  from  Andover  Iron,  in  whole  or  in  part, 
as  may  be  agreed  upon. 

They  are  prepared  to  fUmish  Telepraph,  Spring'and  Market 
Wire;  Braziers 'and  WireRois;  Rivets  and  Merchants  Bars 
to  order,  all  made  exclusively  from  Andover  Iron.  The  atten- 
tion of  parties  who  require  Iron  of  the  very  beet  quality  (c( 
special  purposes,  is  respectfully  invited. 

COOPER  &.  HEWETT 
rebniftry  U,  lua    _.....        17.9urUDg.SUp,  N«w  Tork. 
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Chief  Engineer's  Office,         ) 
Columbus,  (ia.,  Sept.  6th,  1864.  J 

SEALED  PROPOSALS,  will  be  received  by  the 
undersigoed  at  this  office  until  the  1st  day  of 
December,  for  the  clearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  frooi  Mobile 
to  Greenville,  covering  a  distance  of-130  miles. — 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  sections.  Separate  proposals  are  desired 
for  the  Track  Laying,  building  of  Bridgess  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  6^  miles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps ;  the 
Trestle  will  be  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  the  two  rivers  will  be  crossed  with  the  . 
common  pile  bridging,  with  Truss  Pivot  draw  in 
the  Centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estiiuates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  from  Mobile  to  the 
river  (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  Seasons  of  the  year  ;  aflor  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  00  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  through  a  section  of  country  well 
stocked  on  eitheir  side  with  provision. 

Payments  will  be  made  one  third  (3^)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  bearing  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  stock  of  the  Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; the  balance  (3^)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Ga.,  Mobile,  Ala.,  or  in  N.  Y.,  at 
the  option  of  the  holder. 

To  bidders  personally  unknown  to  the  nndei- 
sifoed,  Bond  and  approved  security  will  be  re- 
quired, to  an  amount  not  exceeding  (^)  the 
amount  of  the  contract,  for  the  timely  and  faith- 
ful completion  of  the  same. 

22)4  miles  of  the  Road  from  Qirard  west  will 
be  open  for  business  the  first  of  November,  and 
52  miles  nine  months  thereafter.  It  is  the  inten- 
tion to  have  the  entire  line  of  245  miles  open  for 
business  early  in  1858. 

8t.37.  GEO.  S.  RUNET. 

Railroad  Iron. 

^nn  TONS  No.  1  Glengamock  Scotch  Pig  Iron  in  lots  to 
tJyJKJ  suit  purchasers  for  sale  by 

NAYLOR  &  CO., 
99  and  101  John  at. 
N,  B.— The  above  Don  constantly  imported-  32  tf. 

Ontario,  Simcoe  &  Huron  R.R. 

CANADA. 
'THIS  road  opened  in  May  last  to  Lake  Simcoe  is  expected  to 
^  be  completed  to  the  Georgian  Bay,  Lake  Huron  a 
distance  of  96  miles  in  June  next  where  it  will  form  the  ataorteat 
and  most  ai^recalile  route  to  the  Ni)rth  Western  StntCo  to  Lake 
Michigan  and  to  the  Mineral  Ketfions  of  Lake  8up«rior. 

At  preiient  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
miles)  daily  at  8  a.m.  and  3.  30  p.ni,,  returning  the  same  day— 
On  the  opening  of  the  navigatioo  a  Steamer  will  ply  on  Lake 
Simcoe  in  connexion  with  the  Trains  and  wiil  convey  passengers 
through  that  Lake  and  Lake  Conchiching  to  Onlla  whence  a 
short  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloolah)  which  runs  to  the  Sault 
St.  Murie  ajid  intermediate  ports  forming  the  most  expeditious 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
and  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
the  Georgian  Bay  for  a  line  of  flist  class  Steamers  to  extend  their 
trips  to  the  ports  oa  Lake  Michigan. 

ALfBJU)  BBUNIL, 
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For  Sale. 

A  STATIONARY  Eogine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  finished  in  tLe  best  manner.  Has 
been  in  use  about  six  months. 

ROGERS,  "CETCHUM  &  GROSVENOR, 

Piiterson,  New  Jersey,      * 

jal.l4  29  tf.J  or  74  Broadway,  New  York. 

Tbe  Lowell  Maclilne  Sbop 

CONTINUES  to   manufecture  to  order,  FREIGHT    and 
PASSENGER    LOCOMOTIVES   of   different  claaaos, 
with  the  most  modem  improvemeuta, — 

also  MACHINISTS'  TOOLS, 
especially  adapted  to  Railroad  Repair  Shops,  and  to  the  con- 
struction of  machinery  ){eneraliy.  These  Tools  are  of  the  most 
approved  c  jiutruction  and  coiisist  in  part  of  Engine  Lathes, 
Hand  Lathee,  Vertical  Drilling  Latho?,  and  Planers  of  various 
sizes  and  lengths.  Compound  Planem,  Shaping  Machines,  Slot- 
ting Macaines,  Bolt  and  Nut  Machines,  Gear  Cutting  Engines, 
Chuck!',  Compound  Slide  Rests,  Machines  for  boring  Cranb 
PinHoles  in  Locomotive  driving  wheels,  Trip  banuuers,  &c.,  &c. 
COTTON  MACHINERY  of  all  descriptions,  BOILERS, 
SHAFTING  and  MILL  WORK,  CASTINGS,  and  aU  work 
usually  done  In  Machine  Shops  and  Foundries. 

WILLIAM  A.  BURKE,  Sup't,  Lowell,  Mass. 

J.  T.  STEVENSON,  Treasurer,  5  Tremont  st  Bostoa 

WANTED. — To  take  charge  of  the  sale  or  in- 
troduction of  certain  valuable  PATENTED 
MECHANICAL  INVENTIONS,  a  person  who  can 
furnish  satisfactory  evidence  of  character  and 
ability,  for  such  business. — Address,  stating  views 
as  to  remuneration,  &c.,  L.  P.  C,  Post  Office,  New 
York.  44  3t. 


NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— The  Committee  appointed  to  report  in  re- 
gard to  the  financial  aflPairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  openbd  on  the  10th  of  January  next,  for 
the  purchase  of  $4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  1st   February  and  1st  August. 

And  that  for  the  purpose  ol  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Com^nr  pledge  themselves  in  said  Bonds 
to  pay  monthiy.xommencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  'be 
purchased  at  or  under  par.  And  that  whenever 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
inve»t  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  as  can  be  pur- 
chased at  the  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  «anceled  by  writing  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  the  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  thfi  Company  to  $20,000,000.  After  which 
the  said  monthly  payments  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  further  recommend 
that  the  Board  of  Directors  adopt  the  following  re- 
solutions : 

W^ereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
traffic  on  the  road,  and  the  state  of  the  finances 


of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  1st  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  papers,  so  that  the  puhlic  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.) 
.      CHARLES  MOBAN.     ^ 
:''  SHEPHERD  KNAPP.    I       Special 
s  WILLIAM  E.  DODGE.    }     Finance 
NELSON  ROBINSON,    I   Committee. 
r"  ;  •    GEORGE  F.  TALMaN.J 
New  Tork,  Oct.,  21, 1864. 

Sealed  proposals  will  be  received  at  the  office 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1855,  for  the  purchase  of  S4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  Ist  day  of 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  bands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
iJOMPANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trusteess  shall  invest  the  said 
monthly  payn»ents  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low- 
est rates.  And  all  bonds  when  {/Urchased  by  the 
said  trusteess  sljall  be  cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  but  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  as  they  become 
due,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  S20,- 
000,000.  After ^B'hich  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  closed,  and  all  cancelled  bonds  and  the  unpaid 
interest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  successful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  ;  20  per  cent,  on  the  20th  of 
January ;  30  per  cent.  Ist  February  ;  20  per^^nt 
16th  February,  and  the  balance  ob  the  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  wiU  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
lilhday  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  oflfering  the  present 
loan  to  the  public  beg  leave  to  state  that  it  will 
be  amply  sufficient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  and  the  en- 
tire present  fioating  debt  ^  the  Compaaj,  as  well 


as  to  complete  all  the  unfinished  work  now  under 
way. 

By  a  resolution  of  the  Board  of  Directors,  all 
future  outlays  of  every  kind  beyond  the  proceeds 
of  the  present  loan,  will  be  charged  to  expense 
account,  and  paid  ft-em  the  income  of  the  Com- 
pany, after  payment  of  the  interest  on  the  funded 
debt,  and  the  monthly  payment  to  the  Sinking 
Fund. 

After  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bonds,  the  position 
of  the  Company  will  be — 

Stock....  ." S10,024,000 

Bonds  of  1867 ,  First  Mortgage 3,000,000 

Bonds  of  1859,  Second  Martgage 4,000,000 

Bonds  of  1888,  Third  Mortgage 6,000,000 

Bonds  of  1862,  Convertible 3,600,000 

Bonds  of  1871,  Convertible 4,861,000 

Bonds  of  1875,  present  loan 4,000,000 

Total....  ..:.  ..: S24,875,000 

In  the  opinion  ol  the  Directors  it  is  perfectly 
safe  to  estimate  the  gross  earnings  of  the  Road, 
for  the  coming  year,  at  $6,O0O,UU0,  from  wkich 
must  be  deducted :  i 

Expenses  65  per  cent $3,800,000 

Seven  per  cent,  on  debt  $24,-  * 

851,000 1,739,670      ■  f 

Sinking  Fund , 420,000 

«5,469,670 

Net  revenue  equal  to  over  5  per  cent. 
on  stock  s^plicable  to  cash  dividends 

and  contingencies 640,480 

The  Pircctors  of  the  Company  are  confident  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  operation  to 
Dunkirk,  have  been  for  pas'gers  and  freight  alone— 

1861  to  1862«8,047,748  incrkase. 

1862  to  1863  4,138,424  $1,690,676,  say  86|  per  ct. 
1853  to  1854  6,122,666       934,242,  say  23|  per  ct. 

The  business  of  the  road  depending  mainly  on 
the  local  traffic,  must  inevitably  increase  in  the 
same  ratio  as  tht;  population  of  the  Counties 
through  which  it  passes.  In  the  opinion  of  the 
Superintendent,  Mr.  McCollum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  in  the 
receipts  be  estimated  at  only  15  per  cent,  per  aa- 
num,  which  is  not  much  over  one-half  of  the  «t- 
erage  increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  be  tested  in  1858. 

As  to  the  running  expenses,  as  they  were  only 
63i  per  cent,  in  1853  and  1864,  there  is  every  pr«- 
bability  that  with  rigid  economy  and  an  increai* 
in  the  traffic,  they  can  be  reduced  to  50  per  cent ., 
but  they  have  been  estimated  at  66  per  cent.,co 
as  to  leave  ample  margin  for  contingencies. 

The  effect  of  the  monthly  purchases  by  tb« 
Trustees,  of  the  Bonds  of  the  present  issue  on 
their  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  the  original  purchasers  a  cer- 
tain profit  within  a  moderate  time ;  for  whilst  the 
amount  outstanding  will  decrease  each  month,  (be 
absorption  by  the  Sinking  Fund  will  cobsUntly  in- 
crease by  the  accruing  interest  on  the  Bonds  in 
the  hands  of  the  Trustess.  In  84  years  the  Sink- 
ing Fund  will  absorb  $4,768,063,  estimating  all 
the  purchases  of  bonds  by  the  Sinking  Fond  to  be 
made  at  par.  That  the  Company  wiil  be  in  a  con' 
dition  to  make  promptly  the  monthly  payments 
to  the  Sinking  Fimd,  no  one  at  all  acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.  All  the  past  difficulties  of  the  Company 
have  arisen  from  the  necessity  of  contracting  for 
expenditures,  before  securing  the  requisite  funds 
to  meet  them.  This  is  now  entirely  at  an  end, 
whilst  the  daily  increasing  revenue  of  the  Com- 
pany must  inevitably  increase  the  market  value  of 
its  Bonds,  as  well  as  of  its  Stock,  the  latter  of 
which  will  no  doubt  ere  long  take  rank  among  our 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "  Proposals  for 
New  York  and  Erie  Railroad  Loan,"  and  addres- 
sed to  DANIEL  DREW,  Treasurer,  Erie- place 
HOMER  RAMSDELL,  President. 

Nathaniel  Marsh,  Seoretarj. 

New  York,  Oct.  28, 1964. 
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ENGINEERS. 



Schlatter,  Charles  L., 

Civil  Engineer,  Ogdensburgh,  N.  Y. 

^^^^^^^^^^K^^^^^^^m 

Atkinson,  T.  C, 

Mininc  and  Civil  Engineer, 

Alexandria,  Ya. 

Stranghan,  J.  R., 

Ohio  and  Indiana  Railroad,  Bucyms,  Oliiu. 

MKl^BW 

Barnes,  Oliver  W.,     . 

Chief  Eog.  Pittsburg  and  ConnellsviUe  R.R.  Co.,  Pittsburg,  Pa. 

Steele,  J.  Dntton, 

PottBtown,  Pa. 

Edward  Boyle, 

Chief  Engineer,  2d,  3d,  and  9th  Avenue  liaihoads  New  Turk, 
Oltice  123  Chambers  st. 

Charles  B.  Stuart, 

Civil  Engineer,  New  York. 

^^^^ 

" 

^^^HH^^^ 

Clement,  Wm.  H., 

Little  Miami  Railroad,  Cincinnati,  Ohio. 

Edward  W.  Serrell, 

Civil  Engineer,  167  Broadway,  New  Vork. 

P.  J.  Tonrnadre, 

Chief  Engineer  Vicksburg,  Shreveport  and  Texas  R.R., 
Vicksburg,  Mte. 

Cozzens,  W,  H., 

Kngineer  and  Surveyor,  St.  Loma,  Mo. 

Alfred  W.  Craven, 

Chief  Engineer  Croton  Aqueduct,  New  York. 

Trantwlne,  John  C, 

Civil  Engineer  and  Architect,  Philadelphia. 

^^^^^^^^^^v 

Cliarles  W.  Copeland, 

Steam  Marii^e  and  Railway  liingiiieer, 
•'-■                     64  Broadway,  New  York. 

Troost,  Lewis, 

Alabama  and  Tennessee  Railroad,  Sebna,  Ala. 

^^^^^^^^v 

^^r 

Davidson,  M.  0«, 

Civil  and  MUiing  Engineer,  Cumberlaud,  M<L 

A.  B.  Warford, 

Chief  £ngioeer,Sus<iuohanna  Railroad,  Harrisbu       Pa. 

Patent    Wrought   Iron   Rail- 
road Chair. 

C.  Floyd-Jones., 

Division  Bnginoer  3d  and  12th  Divisions, 

ILUHOIS  Cbhtral  Bailroad. 

Vandalia,  III. 

Whipple,  S., 

Civil  Engineer  and  Bridge  Bulkier,  Albany,  N.  T 

'l^HE  undersigned  are  now  prepared  to  manufacture  their 
JL  Patent  Wrought  Iron  Railroad  Chair,  at  the  rate  of  flfteen 

Wm.  J.  Young 

TJA8  removed  his  Engineering  ami  Survojinglnstnmient  Man 
"■  ufactory  to  Na  33.  North  Seventh  Street,  Philadelphia. 

tons  per  day.     They  are  made  exclusively  firom  be«t  Trenton 
Iron,  which  received  the  prize  medal  for  strength  at  the  World's 
Fair  at  London.                                                          * 

Gay,  Edward  F., 

OivU  .Sogioeer,  Philadelphia,  Pa. 

The  patentis  for  the  CHAIR  itself— which  is  formed  by  rais- 

BUSINESS   CARDS. 
Railroad  Instruments. 

'T'HBODOLITES,  TRANSIT  COMPASSES  AND  LEVEL  S 
X   on  a  new  principle,  with Pmunhofers  MunicJi  Classes,  Sur- 
veyors' Compasses,  Barometers,  Chaiuii,  Drawing  Instrument  -s  , 

ing  the  lip  out  of  the  plate  sufUciently  high  to  receive  the  mil. 
It  is  obvious  that  while  the  strain  u|M)n  the  lip  is  so  slight  aa  to 
remove  all  danger  of  its  breaking^it  becomes  less  the  more 
tightly  the  lip  is  made  to  clasp  the  rail.    The  cheapness  and 
durability  of  the  chairs,  and  the  facility  with  which  the  track 
can  be  adjusted,  commend  them  t<>  public  favor. 
SIZES  AND  PI  .ICE& 

Gilbert,  Wm.  B., 

Syracuse  aud  Binghamton  Railroad,  Syracuae,  N.Y. 

Gzowskl,  Mr., 

S'.  Lawrence  A  Atlantic  Railroad,  Montreal,  Canada. 

▲  Chair  8  by  7>i  inches,  3-8  inch  thick,  cost  28X  cents. 
»          "              "        7-16          "          "     33        " 

Grant,  James  H., 

New  Orleans  and  Nashville  R.R.,  Aberdeen,  Miss. 

etc.,  all  of  tlie  be»t  quality  and  workmanship,  for  sale  at  nnu!<' 
ually  low  prices  by                             K.  &.  G.  W.  BLUNT, 
New  York,  Dec  1, 1851.                     No.  179  Water  str»-et. 

Other  flzes  are  ma«le  to  order  at  equi\TiIent  rates.    Sample 
Chairs  will  be  forwarded,  free  of  chararc,  on  application  to 

COOPER  &  UKWITT, 
December  1, 1852.                     17  Biirlini;  Slip,  New  York. 

Holeemb,  F.  P. 

Ohle  tag.  Augusta  an<1  Waynesboro,  and  Savannah  an  ^  P  dm- 
oola  Railroads,  Marthasvilla,  Macon  Oa,  Oa 

James  Herron,  Civil  Engineer, 

OF  THE  UNITED  STATES  NAVY  YARD, 

PENSACOL.^,  FLORIDA., 

SEPTIMUS  MORRIS, 

CIVIL,  BfECHANICAL  &  CONSULTING  ENGINEER 
/"VFFERS  his  services  to  Railroad  Companies  and  Engineers, 
\J  to  provide  them  with  Plans  and  Proportions  of  Locomo- 
tives fur  burning  coal  or  wood  ;  calling  the  atteotioa  of  Eogi- 
neers  and  Railroad  Managers  to  his  New  Patent  Boiler  Jar 
burning  Anthracite  Coal;  also  Plans  for  Depot  Buildings, 
Raiiroud  Tools,  ahd  all  kinds  of  Machiiier}-   appertaining  to' 
Railroads  ;  he  wilt  also  superintend  personally  the  constnx^Uoo 
and  building  of  any  Locomotives  they  may  order,  iti  this  or  any 
other  city,  so  as  to  insure  the  Companies  receiving  good  ma- 

S.  W.  HIU, 

Mining  £ugin<~erand  Surveyor,  Eagle  River, 
Lake  Superior. 

PATENTEE  OF  TBI 

HISRROV    KAILW  Af^  TRACK 

Motlela  of  this  Track,  on   the  moKt  improved    plan    may  l<e 
seen  at  the  Engineer's  oHlce  of  the  New  York  &  Erie  RaUroad 

HQi^er,  T.  P., 

Northeastern  Railroad,  Charleston,  S.  C. 

D.  Mltehell,  Jr., 

Chief  Kngineer  Pittsburgh  and  Steiibenville,  and  Chartiers  Valley 
Railroads,  Pittsburg,  Pa 

W.  G.  ATKINSON, 

HININa  ENGINEER,  SURVETOE  AMD  DRAFTSMAN 

CUMBERLAND,  MARYLAND, 

Will  attend  to  business  in  his  Profession  la  the  Coal  Region  t>yi 
vicinity. 

REFERENCES : 
Jerry  Coteles,  Esq.,  Neto  York. 
CoL  Wm.  Young           do. 

Jaa.  W.  MeCuUoh,  Esq.,  Uile  U.  S.  Treat.,  Washmgtim. 
June  25,  1863. 

cliines  and  faithfiil  workmanship. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
neer npon  many  of  our  most  important  Roads,   in  their  Loca- 
tion, Building  and  Eiiiiipment,  and  for  the  last  20  years  prac ti- 
c«Uy  engaged   in  the  Manufactore  of  Locomotives,  feels  satis- 
fled,  ho  can  sore  the  Companies  who  may  think  proper  to  en- 
gage his  services,  many  dollars,  and  loss  by  receiving  imperfect 
machines,  which  have  been  built  and  put  together  hastily. 

Address  to  No.  28  3ammer  «t,  Philadelphia. 

Samuel  Mc  Elroy, 

Assistant  Kii^uivci,  I,'w.>  York  Navy  Yard. 

Mills,  John  B.,  Civil  Engineer, 

Backets  Harbor  and  Saratoga  R.  R.,  24> William  St.,  N.  T. 

To  Engrlneers,  Architects  and 
Draughtsmen. 

Miller,  J.  F., 

Buffalo  and  Conhocton  Valley  Railroad,  Avon,  N.  Y. 

To  CItU  Eni^lneers. 

A     GRADUATE  of  one  of  the  best  schools  of 
XJl   Civil  Engineering  in  Europe,  lately  returned 
to  this  country,  wishes  to  connect  himself  with 

'I'UE  undersigned  begs  respectftilly  to  inform  Oenttemen  in 
■L   the  above  professions,  that  he  has  constantly  on  band  a 
great  variety  of  instruments  for  Field  and  Otllce  nte. 

J  AS.  PRENTICE, 
Feb.  9, 185a                           1  Chamber  street,  New  York. 

Morris,  Ellwood, 

Siigmeer  and  Agent  DAUPHIN  &  SU8QDSHANNA  CO., 
Cold  Spring,  Lebanon  Ca,  Pennsylvania. 

an  Engineer  of  eminence   and  experience    as   as- 
sistant. —References  unexceptionable  as  to  quali- 
fications and  character. — Address  Engineer,   Box 
3286.  P.  0.,  New  York.                                    2t  45 

Railroad  Iron. 

O   nnn  tons  Railroad  Iron,  64  to  TO   bs.  per  lineal 

iC^yjyJyJ  yam.    For  sale  by 

'  '                                                THEODORE  DEHON 

Septlmns  Norrls, 

Civil  and  Mechanical  Engineer,  Philadelphia. 

Saml.  A  G.  H.  Nott, 

Oivi  1  Engineers,  No.  6  Niles*  Buflding:,  Change  Avenue,  Boston. 

Osbqrne,  Rlehard  B., 

CivU  J^ngueer,  Office  73  South  4th  sL,  Pbihidelphia.  . 

Gas  Fixtures. 

T7IXTURE8  for  Burning  Gas  for  Lighting  Public  Buildings 
JC    Private  Dwellings,  Stores  and  Factories,  manufactureU.).f 
the  subscriber  in  great  variety.    Orders  by  Mail,  or  left  at  tU* 
Factory  on  Causeway  street,  will  be  promptly  attended  to. 

HENRY  N.  HOOPER  Jfc  CO. 
Boston,  March  23, 1850.                                «ml3 

H.  SAWYER 

'■                                                              26  >i  Broadway, 

NttB  York. 
CoDtracts  made  as  above  for  Baite  deiivara       «t  English  or 

Prlchard,  M.  B., 

Sast  Tenn.  and  Georgia  Railroad,  KnoxviUe,  Tcnn. 

(of  the  late  firm  of  SAWYER  *  HOBBTX 
Mannfkctnrer  of  Transits  and  Levels, 
IIAS  removed  to  Uuhin  Place  near  Warburtoo  Av.,  Yonken. 
"NY 

American  ports  at  lowest  rattis. 

W.  Mllnor  Roberts, 

Chief  Engineer  Alleghany  Valley  Raibttad,  Pittsburgh,  Pa 

NUGfiXT'S  COL.L.EGE 

J.                                                       OF 

ENGINEERS  AND  MECHANTCS, 

PubUc  Square,  Cleveland,  Ohio. 

E.  Nugent,  C.  E.,  Principal. 

Sewall  &  crehore 

OrVIL  SNOIWEB^, 

ST.  PAUL    MINESOTA. 

Joaara  S.  8awAi.u                           Ohab.  Vaan.  Oaaaou. 

Sbanly,  Walter, 

Chief  Engineer  By  town  and  Prescott  Railway, 
Preacott,  Canada. 

Edge  Tools. 

'T^HE  TTnderhill  Edge  Tool  Company  manufacture  from  the 
X   best  of  Steel,  and  Warrant  every  variety  of  Bdgfe  Tools  fbr 
the  New  England,  Southern  and  W»stem  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  constantly  kept  on 
hand  at  their  Warehouse,  83  Kilby  street,  Boeton. 
Decembet  ^  ;8»2.                 WM.  &  UUtfiW,  AfWt- 

'T'HE  design  or  this  instltutioij  is  to  afford  young  men  an  op- 
■M.     portunity  of  acquiring  a  knowledge  of  the  profestuon  of 
Civil  Engineering,  and  to  Mechanics  and  Tradesmen  a  sound 
theoretical  and  practical  knowledge  of  Mathematics,  Architec- 

Roberts, Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pittsburgh,  Pa. 

tural  and  Mechanical  Drafting,  Plain  and  Ornamental  Petimao- 
atiip,  fcc. 
for  Hrtii«rp«rtJcul«nftddr«»tt>erriBO<p«l 

Sanford,  C.  O., 

South  Side  I^^ilroad,  Virginia. 
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RailMrajr  AloraU  and  Railway  Policy. 

■  ■     (From  the  Octol>er  Nsmber  of  the  Edinburgh  Review.) 

Believers  in  the  intrinsic  virtues  of  political 
forms  mij^ht  draw  au  instructive  lesson  from  the 
politics  of  our  railways.  If  there  needs  a  conclu- 
sive proof  that  the  most  carefully  framed  consti- 
tutions are  worthless,  ujilessthey  be  embodiments 
of  the  popular  character,— if  there  needs  a  conclu- 
sive proof  that  governmentjil  arrrangeraents  in  ad- 
vance of  the  time  will  inevitably  lapse  back  into 
congruity  with  the  time;  such  proof  may  be 
found  over  and  over  again  repeated  in  the  current 
history  of  joint-steck  enterprizes.  As  devised  by 
Act  of  Parliament,  the  administrations  of  our  pub- 
lic companies  are  almost  purely  democratic.  The 
representative  system  is  carried  out  in  tliem  with 
scarcely  a  check.  Shareholders  elect  their  direct- 
ors, directors,  their  chairman  ;  there  is  an  annual 
retirement  of  a  certain  proportion  of  the  board, 
giving  facilities  for  superseding  them  ;  and, by  this 
means,  the  whole  ruling  body  may  be  changed  in 
periods  varying  from  three  to  five  years.  Yet,not 
only  are  tho  characteristic  vices  of  our  political 
state  reproduced  in  each  of  these  mercantile  cor- 
porations— some  even  in  an  inteuser  degree, — but 
the  very  form  of  government,  whilst  remaining 
nominally  democratic,  is  substantially  so  remed- 
ied as  to  become  a  mlnature  of  our  national  consti- 
tution. The  direction.ceasing  to  fulfil  it8|thcory  as  a 
deliberative  body  whose  members  possess  like  pow- 
ers, falls  under  the  control  of  some  one  member  of 
superior  cunning,  will,  or  wealth,  to  whom  the 


majority  become  so  subordinate,  that  the  Qecislon 
on  every  question  depends  on  the  course  he  takes. 
Proprietors,  instead  of  constantly  exercising  their 
franchise,  allow  it  to  become,  on  all  ordinary  occa- 
sions, a  dead  letter ;  retiring  directors  are  so  hab- 
itually re-elected  without  oppositon,  and  have  so 
great  a  power  of  insuring  their  own  re-election 
when  opposed,  that  the  board  becomes  practically 
a  close  body  ;  and  it  is  only  whon  the  misgovern- 
ment  grows  extreme  enongh  to  produce  a  revolu- 
tionary agitation  among  the  shareholders  that 
any  change  can  be  effected.  Thus  a  mixture  of 
the  monarchic,  tho  aristocratic,  and  the  demo- 
cratic elements  is  repeated  with  such  modifica- 
tions only  as  the  circumstances  involve.  The 
modes  of  action,  too,  are  substantially  the  same ; 
save  in  this,  that  the  copy  outruns  the  original. — 
Threats  of  resignation,  which  ministries  hold  out 
in  extreme  cases,  are  commonly  made  by  railway 
boards  to  stave-off  a  disagreeable  inquiry.  By  no 
means  regarding  themselves  as  servants  of  the 
.shareholders,  directors  rebel  against  dictation 
from  them ;  and  frequently  construe  any  amend- 
ment they  may  urge  into  a  vote  of  want  of  confi- 
dence. At  half-yearly  meetii>gs,  disagrcablc  criti- 
cisms and  objections  are  met  by  the  chairman 
with  the  remark,  that  if  the  shareholders  cannot 
trust  his  colleagues  and  himself,  they  had  better 
choose  others.  With  most,  this  assumption  of  of- 
fended dignity  tells  ;  and,  under  the  fear  that  the 
^company's  interests  may  suffer  from  any  distur- 
'  banco,  measures  quite  at  variance  with  the  wishes 
of  lUe  proprietary  are  allowed  to  be  carried.  The 
parallel  holds  yet  further.  If  it  be  true  of  na- 
tional administrations,  that  those  in  ofllce  coimton 
the  support  of  allpublic  emploiiees,ii  is  not  less  true 
of  incorporated  companies,  that  the  directors  are 
greatly  aided  by  their  officials  in  their  struggles 
with  shareholders.  If,  in  times  past,  there  have 
been  ministries  wl)o  spent  public  money  to  secure 
party  ends,  there  are,  in  times  present,  railway 
boards  who  use  the  funds  of  th^  shareholders  to 
defeat  the  shareholders.  Nay,  even  ia  detail,  the 
similarity  is  maintained.  Like  their  prototype, 
joint-siock  companies  have  their  expensive  elec- 
jtion  contests,  managed  by  election  committees, 
'employing  election  agents;  they  have  their  can- 
vassing with  its  sundry  illegitimate  accompani- 
ments ;  they  have  their  occasional  manufacture  of 
fraudulent  votes.  And,  as  a  general  result,  that 
class-legislation,  which,  until  of  late,  was  habitual- 
ly charged  against  statesmen,  is  now  habitually 
displayed  in  the  proceedings  of  these  trading  asso- 
ciations ;  constituted  though  they  are  on  purely 
representative  principles. 

These  last  a-ssertions  will  probably  sniprise  not 
a  few.  The  general  pubKc  wbo  have  little  or  no 
direct  interest  in  railway  matters, — who  never  see 
a  railway  journal,  and  who  skip  the  reports  of 
half-yearly  meetings  that  appear  in  the  daily 


papers — are  under  the  impression  that  di.shonesties 
akin  to  those  gigantic  ones  so  notorious  during 
the  matiia,  arc  no  longer  committed.  They  do  not 
forget  the  doings  of  stags  aiid  stock-job1>ers  and 
runaway  directors ;  they  remember  how  men  of 
straw  held  shares  amo«ntiug  to  100,000/.  and  even 
200,000/. ;  how  numerous  directorates  were  filled 
by  the  same  j)er.«!Oiis — one  having  a  seat  at  tweniy- 
three  boards ;  how  subscription  contracts  wore 
made  up  with  signatures  bougiit  at  10s.  and 
4s.  each,  and  porters  and  errand  bovs  made 
themselves  liable  for  30,000/.  and  40.000/.  apiece. 
They  can  narrate  how  boards  kept  tlieir 
books  in  cypher;  made  false  registries,  and  re- 
frained from  recording  their  proceedings  iu  minute 
books ;  how  in  one  company  half  a  million  of  cap- 
ital was  down  to  unreal  names ;  how  in  another, 
directors  bought  for  account  more  bharcs  than 
they  issued,  and  so  forced  ui)  the  price;  and  how 
in  many  others,  they  repurchased  for  the  company 
their  own  shares,  paying  themsi'lvcs  with  the  de- 
positors' money.  But,  though  more  or  less  aware 
of  the  iniquities  that  have  been  practised,  the  gen- 
erality think  of  them  solely  as  the  accompani- 
ments of  bubble  schemes.  More  recent  enter- 
prises they  know  to  have  bo<'n  bona  fide  ones, 
mostly  carried  out  by  established  companies  :  and 
knowing  this  they  do  not  sus[)ect  that  in  the  get- 
ting up  of  branch  lines  and  extensions,  there  arc 
chicaneries  near  akin  to  those  of  Capel  Court,  and 
quite  as  disastrous  in  their  ultimate  lesults,  As- 
sociating the  ideas  of  wealth  and  respectabilily, 
and  habituaily  using  resiwctabilily  as  sj'iionymous 
with  morality,  it  seems  to  them  iicrediblc,  that 
many  of  the  large  cajjitali.sts  and  men  of  station 
who  administer  railway  affairs  should  be  guilty  of 
imlircctly  enriching  themselves  at  the  exi>cnse  of 
their  constituents.  True,  thiy  occasionally  meet 
with  a  law  rei>ort,  disclosing  some  enormous  fraud, 
or  read  a  "  Times"  leader,  characLerising  directo- 
rial acts  in  terms  that  are  held  libellous ;  l)ut  they 
regard  the  cases  thus  brought  to  light  as  cntirtly 
exceptional;  and,  under  that  feeling  of  loyalty 
which  ever  idealises  men  in  authority,  they  con- 
stantly tend  towards  the  conviction,  if  not  that  di- 
rectors can  do  no  wrong,  yet  that  they  are  very 
tfalikely  to  do  wrong; 

A  history  of  railway  management  and  railway 
intrigue,  however,  would  quickly  undeciive  thi lu. 
In  such  a  history,  the  doings  of  proJL;ctors  and  the 
mysteries  of  the  share-market~X\ould  occupy  less 
space  than  the  analysis  of  the  multiform  dishones- 
ties that  have  been  committed  since  1845,  and  the 
genesis  of  that  elaborate  system  of  tactics  by  which 
compwiiies  are  betrayed  into  ruinous  undertakings 
that  benefit  the  few  at  the  cost  of  the  many;  Such 
a  history  would  not  only  have  to  detail  the  doings 
of  the  personage  famed  "  for  making  things  pleas- 
ant;" nor  would  it  have  merely  to  add  the  mis- 
deeds of  bis  colleagues;  but  it  would  have  to  de- 
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scribe  the  kindred  corruptness  of  other  railway  ad- 
ministrations. From  the  published  report  of  an 
investigation  committee,  it  would  be  shown  how, 
not  many  years  since,  the  directors  of  one  of  our 
lines  allotted  among  themselves  15,000  new  shares 
then  at  a  premium  in  the  market, — how  to  pay 
the  deposits  on  these  shares  they  used  the  compa- 
ny's funds, — how  one  of  their  number  thus  accom- 
modated himself  in  meeting  both  deposits  and 
calls  to  the  extent  of  more  than  80,000/.  We 
should  also  read  in  it  of  directors  who  made  loans 
to  themselves  out  of  the  company's  floating  bal- 
ances at  a  low  rate  of  interest,  when  the  market 
rate  was  high ;  and  who  paid  themselves  larger 
salaries  than  those  assigned  ;  entering  the  difler- 
ence  in  an  obscure  corner  of  the  ledger  under  the 
head  of  "  petty  disbursements."  There  would  be 
documents  showing  that  the  proxies  enabling 
boards  to  carry  contested  measures  have,  in  some 
cases,  been  obtained  by  garbled  statements;  and, 
again,  that  proxies  given  for  a  specific  purpose 
have  been  used  for  other  purposes.  One  of  our 
companies  would  bo  proved  to  have  projected  a 
line,  serving  as  a  feeder,  for  which  it  obtained 
shareholders  by  offering  a  guaranteed  dividend, 
which,  though  understood  by  the  public  to  be  un- 
conditional, was  really  contingent  upon  a  condi- 
tion not  likely  to  be  fulfilled.  The  managers  of 
another  company  would  be  convicted  of  having 
carried  party  measuros  by  the  aid  of  preference 
shares  standing  in  the  names  of  station  masters ; 
and  of  being  aided  by  the  proxies  of  the  secreta- 
ry's children  too  young  to  write. 

That  the  corruptions  here  glanced  at  are  not 
mere  exceptional  evils,  but  result  from  some  deep- 
seated  vice  ramifying  throughout  our  system  of 
railway  government,  is  sufficiently  proved  by  the 
simple  fact  that,  notwithstanding  the  depreciation 
•"  of  railway  dividends  produced  by  the  extension 
policy,  that  policy  has  been  year  after  year  con- 
tinued. Does  any  tradesman,  who,  having  en- 
larged his  shop,  finds  a  proportionate  diminution 
in  his  rate  or  profit,  go  on,  even  under  the  stimu- 

♦  lus  of  competition,  making  further  enlargements 
at  the  cost  of  further  diminutions?  Does  any 
merchant,  however  strong  his  desire  to  take  away 

,  an  opponent's  markets,  make  successive  mortgages 
on  his  capital,  and  pay  for  each  sum  thus  raised 
a  higher  interest  than  he  gains  by  trading  with  it  1 
Yet  this  course,  so  absurd  that  no  one  would  in- 
sult a  private  individual  by  asking  him  to  follow 
it,  is  the  course  which  railway  boards  at  meeting 
after  meeting  persuade  their  clients  to  pursue. — 
Since  1846,  when  the  dividends  of  our  leading 
lines  ranged  from  8  to  10  per  cent., they  have,  not- 
withstanding an  ever-growing  traffic,  fallen  from 
10  per  cent,  to  5,  from  8  to  4,  from  9  to  3i  ;  and 
yet  the  system  of  extensions,  leases  and  guaran- 
tees, notoriousiy  the  cause  of  this,  has  been  year 
by  year  persevere!  in.  Is  there  not  something 
needing  explanation  here — something  more  than 
the  world  is  allowed  to  see  7  If  there  be  any  onr 
to  whom  the  broad  fact  of  obstinate  persistence  in 
unprofitable  expenditure  does  not  alone  carry  the 
conviction  that  sinister  influences  are  at  work,  let 
him  read  the  seductive  statements  by  which  share- 
holders are  led  to  authorise  new  projects,and  then 
compare  these  with  the  proved  results.  Let  him 
look  at  the  estimated  cost,  anticipated  traffic,  and 

'•"    calculated  dividend  on  some  proposed  branch  line  ; 

.  let  him  observe  how  the  proprietary,  before  whom 
the  scheme  is  laid,  are  induced  to  approve  it  as 
promising  a  fair  return ;  and  then  let  him  contem- 
plate, in  the  resulting  depreciation  of  stock,  the  ex- 

'  tent  of  their  loss.  Is  there  any  avoiding  the  infer- 
ence 1  Clearly,  railway  shareholders  can  never  have 
habitually  voted  for  new  undertakings  which  they 
knew  would  be  injurious  to  them  Every  one 
knows,  however,  that  these  new  undertakings  have 
almost  uniformly  proved  iijurious  to  them.  Ob- 
viously, therefore,  railway  shareholders  have  been 
continually  deluded  by  false  representati^^ns.  The 
only  possible  escape  from  this  conclusion  is  in  the 
belief  that  boards  and  their  officers  have  been 
themselves  deceived  ;  and  were  the  discrepancies 
between  promises  and  results  occasional  only, 
there  would  be  grounds  for  this  lenient  interpre- 


tation. But  to  suppose  that  a  railway  govern- 
ment should  repeatedly  make  such  mistakes,  and 
yet  gain  no  wisdom  from  disastrous  experiences — 
should,  after  a  dozen  disappointments,  again  mis- 
lead half-yearly  meetings  by  bright  anticipations 
into  dark  realities,  and  all  in  good  faith — taxes 
credulity  somewhat  too  far.  Even  then  were 
there  no  demonstrated  iniquties  to  rouse  suspi- 
cion, we  think  that  the  continuous  depreciation  in 
the  value  of  railway  stock,  the  determined  perse- 
verance of  boards  in  the  policy  that  has  produced 
this  depreciation,  and  the  proved  untruth  of  the 
statements  by  which  they  have  induced  share- 
holders to  .""anction  this  policy,  would  of  them- 
selves suflSce  to  show  the  essential  viciousness  of 
railway  administration. 

That  the  existing  evils,  and  the  causes  conspir- 
ing to  produce  them,  may  be  the  better  under- 
stood, it  will  be  needful  briefly  to  glance  at  the 
mode  in  which  the  system  of  extensions  grew  up. 
Earliest  among  the  incentives  to  it  was  a  feeling 
of  rivalry.  Even  whilst  yet  their  main  lines  were 
unmade,  a  contest  for  supremacy  arose  between 
our  two  greatest  companies.  This  presently  gene- 
rated a  confirmed  antagonism  ;  and  the  same  im- 
pulse which  in  election  contests  and  the  liKe  has 
frequently  led  to  the  squandering  of  a  fortune  to 
gain  a  victory,  has  largely  aided  to  make  each  of 
these  great  rivals  submit  to  repeated  sacrifices 
rather  than  be  beaten.  Feuds  of  like  nature  are 
in  other  cases  perpetually  prompting  boards  to 
make  aggressions  on  each  others  territory^-every 
attack  on  the  one  side  leading  to  a  reprisal  on  the 
other  ;  and  so  violent  is  the  hostility  occasionally 
produced,  that  directors  might  be  pointed  out 
whose  votes  are  wholly  determined  by  the  desire 
to  be  revenged  on  their  opponents.  Among  the 
first  methods  by  which  leading  companies  sought 
to  strengthen  themselves  and  weaken  their  com- 
petitors, was  the  leasing  or  purchase  of  subordi- 
nate neighboring  lines.  Of  course  those  to  whom 
overtures  were  made,  obtained  bids  from  both 
sides  ;  and  it  naturally  resulted  that  the  first  sales 
thus  affected,  being  at  prices  far  above  the  real 
values,  brought  great  profits  to  the  sellers.  What 
resulted  1  After  a  few  recurrences  of  this  proceed- 
ing, it  was  clearly  perceived  by  quick-witted  spec- 
ulators, that  the  making  of  lines  so  circumstanced 
as  to  be  bid  for  by  competing  companies,  would  be 
a  lucrative  policy.  Shareholders  who  had  once 
pocketed  these  large  and  easy-made  gains,  were 
eager  to  repeat  the  process ,  and  cast  about  for 
districts  in  which  it  might  be  done.  Even  the  di- 
rectors of  the  companies  by  whom  these  high 
prices  were  given,  were  under  the  temptation  to 
aid  in  this ;  for  it  was  manifest  to  them  that  by 
obtaining  a  larger  interest  in  any  such  new  under- 
taking than  they  possessed  in  the  purchasing  com- 
pany, and  by  using  their  influence  in  the  purchas- 
ing company  to  obtain  a  good  price  or  guarantee 
for  the  new  undertaking,  a  great  advantage  would 
be  gained  ;  and  that  this  motive  has  been  largely 
operative,  railway  history  abundantly  proves. — 
Once  commenced,  sundry  other  influences  con- 
spired to  stimulate  this  making  of  feeders  and  ex- 
tensions. The  non-closure  of  capital  accounts  ren- 
dered possible  the  "  cooking"  of  dividends,which 
was  at  one  period  carried  to  a  great  extent.  Un- 
der various  incentives,  speculative  and  other,  ex- 
penditure that  should  have  been  chiirged  against 
revenue,  was  charged  against  capital ;  works  and  rol- 
ling stock  vfcre  allowed  to  go  unrepaired,or  insuffi- 
cient additions  made  to  them,  by  which  means  the 
current  expenses  were  rendered  delusively  small; 
long-credit  agreements  with  contractors,  permitted 
sundry  disbursements  that  had  been  virtually 
made  to  be  kept  out  of  the  accounts ;  and  thus  the 
net  returns  were  made  to  appear  much  greater 
than  they  really  were.  Naturally  the  new  uader- 
takings  put  before  the  monied  world  by  compa- 
nies whose  stock  and  dividends  had  been  thus  ar- 
tificially raised,  were  received  with  proportionate 
favor.  Under  the  prestige  of  their  parentage  their 
shares  came  out  at  high  premiums,  bringing  large 
profits  to  the  projectors.  The  hint  was  soon 
taken;  and  it  presently  became  an  established 
policy,  under  the  auspices  of  a  prosperity  either 


real  or  mock,  to  get  up  these  subsidiary  lines — 
"  calves"  aj  they  were  called  in  the  slang  of  the 
initiated — and  to  traffic  in  the  premiums  theii 
shares  commanded.  Meanwhile  had  been  devel- 
oping a  secondary  set  of  influences  which  also  con- 
tributed to  foster  unwise  enterprises ;  namely,  the 
business  interests  of  the  lawyers,  engineers,  con- 
tractors, and  others  directly  or  indirectly  employ- 
ed in  railway  construction.  The  methods  of  pro- 
jecting and  carrying  new  schemes  could  not  fail, 
in  t^e  couise  of  years,  to  become  familiar  to  all 
persons  concerned;  and  there  eould  not  fail  to 
grow  up  amongst  them  a  concerted  system  of  tac- 
tics calculated  to  achieve  their  common  end.  Thus 
partly  from  the  jealousy  of  rival  boards,  partly 
trom  the  avarice  of  shareholders  in  purchased 
lines,  partly  from  the  dishonest  schemings  of  di- 
rector8,partly  from  the  ma::oeuvres  of  those  whose 
business  it  ts  to  carry  out  the  projects  legally  au- 
thorised, partly,  and  perhaps  maii\ly,  from  the  de- 
lusive appearance  of  prosperity  maintained  by 
many  established  companies,  there  came  the  wild 
speculations  of  1844  and  1845.  The  consequent 
disasters,  whilst  they  pretty  well  destroyed  the 
last  of  these  incentives,  left  the  rest  much  as  they 
were.  |Thongh  the  painfully  undeceived  public 
have  ceased  to  aid  as  they  once  did,  the  various 
private  interests  that  had  grown  up,  have  since 
been  working  together  as  before  ;  have  developed 
their  system  of  co-operation  into  still  more  com- 
plex and  subtle  forms ;  and  are  even  now  daily 
thrusting  unfortunate  shareholders  into  losing  un- 
dertakings. 

Before  proceeding  to  analyse  the  existing  state 
of  things,  however,  we  would  have  it  clearly  un- 
derstood that  wo  do  not  suppose  those  to  be  im- 
plicated to  be  on  the  average  morally  lower  than 
the  community  at  large.  Men  taken  at  random  from 
any  class  wculd,|in  all  probability,  behave  much  in 
the  same  way  when  placed  in  like  positions. — 
There  are  unquestionably  directors  grossly  dis- 
honest: unquestionably  also  there  are  others  whose 
standard  of  honor  is  far  higher  than  that  of  most 
persons :  and  for  the  remainder,  they  are,  we 
doubt  not,  as  good  as  the  mass.  Of  the  engineers, 
parliamentary  agents,  lawyers,  contractors  and  va- 
rious others  coricerne4,  it  may  be  admitted  that 
though  daily  custom  has  induced  laxity  of  princi- 
ple, yet  they  would  be  harshly  judged  were  the 
transactions  that  may  be  recorded  against  them 
used  as  measures.  Those  who  do  not  see  how,  in 
these  involved  affairs,  the  most  inequitable  results 
may  be  wrought  out  by  men  not  corresponding- 
ly flagitious,  will  readily  do  so  on  considering  all 
the  conditions.  In  the  first  place  there  is  the  fami- 
liar fact  that  the  corporate  conscience  is  ever  infe- 
rior to  the  individual  conscience — that  a  body  of 
men  will  commit  as  a  joint  act,  that  which  every 
individual  of  them  would  shrink  from  did  he  feel 
personally  responsible.  And  it  may  be  remarked 
that  not  only  is  the  conduct  of  a  corporate  body 
thus  comparatively  lax,  but  also  the  conduct  to- 
wards one.  There  is  ever  a  more  or  less  distinct 
perception  that  a  broad-backed  company  scarcely 
feels  what  would  be  ruinous  to  a  private  person ; 
and  this  perception  is  in  constant  operation  on  all 
r.iilway  administrators  and  their  employees~oa  all 
contractors,  landowners,  and  others  coDcerned; 
leading  them  to  show  a  graupingness  and  want  of 
principle  foreign  to  their  general  behaviour. — 
Again,  the  indirectness  and  remoteness  ol  the  evils 
produced  greatly  weaken  the  restraints  on  wrong 
doing.  Men's  actions  are  proximately  produced 
by  mental  representations  of  the  results  to  be  an- 
ticipated ,  and  the  decisions  come  to  largely  de- 
pend on  the  vividness  with  which  these  results  can 
be  imagined.  A  consequence,  good  or  bad.  that 
is  immediate,  and  clearly  apprehended,  influences 
conduct  far  more  potently  than  a  consequence 
that  has  to  be  traced  through  a  long  chain  of  caus- 
ation, and  as  eventually  reached,  is  not  a  partic- 
ular and  readily  conceiveable  one,  but  a  general 
and  vaguely  conceiveable  one.  Hence  in  railway 
affairs  a  questionable  share  transaction,  an  exor- 
bitant charge,  a  proceeding  which  brings  ojeat  in- 
dividual advantage  without  apparently  injuring  any 
one,  but  which,  even  if  analysed  in  its  ultimate  re- 
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suits,  can  but  very  circuitously  atfect  unknowD 
persons  Hying  no  one  knows  where,  may  be  brought 
home  to  men  who,  could  the  results  be  embodied 
before  them,  would  be  shocked  at  the  cruel  injus- 
tices they  had  committed— men  who  in  their  pri- 
vate business  where  the  results  can  be  thus  em- 
bodied, are  sufficently  equitable.  Further,  it  re- 
quires to  be  noted  that  most  of  these  great  delin- 
quencies are  wrought  out,  not  by  the  extreme  dis- 
honesty of  any  one  man  or  group  of  men,  but  by 
the  combined  self-interest  of  many  men  and  groups 
of  men,  whose  minor  delinquencies  are  cumula- 
tive. Much  as  a  story  which,  passing  from  mouth 
to  meuth,  and  receiving  a  slight  exaggeration  at 
each  repetition,  comes  around  to  the  original  nar- 
rator in  a  form  scarcely  to  be  recognized  ;  so,  by 
a  little  improper  influence  on  the  part  of  landown- 
ers, a  little  favoritism  on  the  part  of  members  of 
Parliament,  a  little  intriguing  of  lawyers,  a  little 
manoeuvring  by  contractors  and  engineers,  a  little 
self-seeking  on  the  part  of  directors,  a  little  under 
statement  of  estimates  and  over  statement  of  traf- 
fic, a  little  magnifying  of  the  evils  to  be  avoided 
and  the  benefits  to  be  gained — it  happens  that 
shareholders  are  betrayed  into  ruinous  undertak- 
ings by  grossly  untiue  representations,  without 
any  one  being  guilty  of  more  than  a  small  portion 
of  the  fraud.  Bearing  in  mind,  then,  the  compara- 
tive laxity  of  the  corporative  conscience  ;  the  dif- 
fusion and  remoteness  of  the  evils  which  malprac- 
tices produce ;  and  the  composite  origin  of  these 
malpractices ;  it  becomes  possible  to  understand 
how,  in  railway  affairs,  gigantic  dishonesties  can 
be  perpetrated  by  men,  who,  on  the  average,  are 
little  if  at  all  below  the  generality  in  moral  char- 
acter. 

With  this  preliminary  mitigation  we  proceed  to 
detail  the  various  illegitimate  agencies  by  which 
these  seemingly  insane  extensions  and  this  continu- 
al squandering  of  shareholders'  property  are 
brought  about. 

Conspicuous  amongst  these  is  the  self-interest  of 
landowners.  Once  the  greatest  obstacle  to  rail- 
way enterprise,  owners  of  estates  have  of  late 
years  been  amongst  its  chief  promoters.  Since 
the  Liverpool  and  Manchester  line  was  first  defeat 
ed  by  lanaed  opposition,  and  succeeded  with  its 
second  bill  only  by  keeping  out  of  sight  of  all 
mansions,  and  avoiding  the  game  preserves — since 
the  time  when  the  Loudon  and  Birmingham  Com- 
pany, after  seeing  their  project  thrown  out  by  a 
committee  of  peers,  who  ignored  the  evidence,  had 
to  "conciliate"  their  anugonists  by  raising  the 
estimate  for  land  from  i;250,000  to  £750,<X)0— 
since  the  time  when  Parliamentary  counsel  bolster- 
ed up  a  groundless  resistance  by  the  flimsiest  and 
absurdest  excuses,  even  to  reproaching  engineers 
with  "having  trodden  down  the  corn  of  widows" 
and  "destroyed  the  strawberry  beds  of  gardeners" 
— since  then,  a  marked  change  of  policy  has  taken 
place.  Nor  was  it  in  human  nature  that  it  should 
be  otherwise.  When  it  became  known  that  rail- 
way companies  commonly  paid  for  "land  and  com- 
pensation," sums  varying  from  JC4,000  to  £8,000 
per  mile ;  that  men  were  indemnified  for  supposed 
injury  to  their  property  by  sums  so  inordinate  that 
the  greater  part  has  been  returned  by  the  heir  as 
conscience  money;  that  in  one-case,  £120,000  was 
given  for  land  said  to  be  worth  but  £5,000— when 
It  was  bruited  abroad  that  large  bonuses  in  the 
shape  of  preference  shares  and  the  like  were  grant- 
ed to  buy  off  opposition — when  it  came  to  be  an 
established  f»ct  that  estates  are  greatly  enhanced 
in  value  by  the  proximity  of  railways — it  is  not 
surprising  that  country  gentlemen  should  have  be- 
come active  supporters  of  schemes  to  which  they 
were  once  the  bitterest  enemies.  On  considering 
the  many  temptations,  we  shall  see  nothing  won- 
derful in  the  fact,  that  in  1845  they  were  zealous 
provisional  committeemen  j  nor  in  the  fact,  that 
their  influence  as  promoters  enabled  them  to  get 
good  terms  for  their  own  acres ;  nor  in  the  fact 
that  they  committed  various  acts  sufficiently  re- 
prehensible from  any  but  their  own  point  of  view, 
if  we  are -told  of  squires  soliciting  interviews  with 
the  engineer  of  a  projected  railway ;  prompting 
^^un  to  take  their  side  of  the  country  j  promising 


support  if  he  did,  and  thrcaentipg  opposition  if  he 
did  not;  dictating  the  course  to  be  followed 
through  their  domains ;  and  hinting  that  a  fair 
price  would  be  expected:  we  are  simply  told  of. 
the  special  modes  in  which  certain  private  inter- 
ests show  themselves.  If  we  hear  of  an  extensive 
landowner  using  his  influence  as  chairman  of  a 
board  of  directors  to  project  a  branch  running  for 
many  miles  through  his  own  estate,  and  putting 
his  company  to  the  cost  of  a  Parliamentary  con- 
test to  Carry  this  line ;  we  hear  only  of  that 
which  was  likely  to  occur  under  such  circumstan- 
ces. If  we  find  now  before  the  public,  a  line  pro- 
posed by  a  large  capitalist,  serving  amongst  other 
ends  to  effect  desirable  communications  with  his 
property;  and  the  estimates  for  which  line,  though 
considered  by  the  engineering  world  insufficient, 
are  alleged  by  him  to  be  ample :  we  have  but  a 
marked  case  of  the  distorted  representations  which 
under  such  conditions  nelf-interest  is  sure  to  en- 
gender. If  we  discover  of  this  or  that  scheme 
that  it  was  got  up  by  the  local  nobility  and  gentry 
— that  they  employed  to  make  the  survey,  a 
third-rate  engineer,  who  was  ready,  jn  anticipa- 
tion of  future  benefit,  to  do  this  for  his  bare  ex- 
penses— that  principals  and  agents  wearied  the 
directors  of  an  adjacent  trunk  line  to  take  up 
their  project ;  threatened  tnat  if  they  did  not 
their  great  rival  would ;  alarmed  them  mto  con- 
cession ;  asked  for  a  contribution  to  their  expen- 
ses ;  and  would  have  gained  all  these  points  but 
for  shareholders'  resistance — we  do  but  discover 
the  organized  tactics  which  in  process  of  time  na 
turaily  grow  up  under  such  stimuli.  It  is  not  that 
these  facts  are  particularly  remarkable.  From 
the  gross  instance  of  the  land  owner  who  asked 
£8,000  for  that  which  he  eventually  accepted  £S0 
for,  down  to  the  every  day  instances  of  influence 
used  to  get  railway  accommodation  for  the  neigh- 
borhood, the  acts  of  the  landed  class  are  simply 
manifestations  of  the  average  character  acting 
under  special  conditions.  All  that  it  now  behoves 
us  to  notice  is,  that  we  have  here  a  large  and  pow- 
erful body  whose  interests  are  ever  pressing  on 
railway  extension  irrespective  of  its  intrinsic  pro- 
priety. 

The  great  change  in  the  attitude  of  the  Legisla- 
ture towards  railways  from  "  the  extreme  of  de- 
termined rejection  or  dilatory  acquiescence  to  the 
opposite  extreme  of  unlimited  concession,"  was 
simultaneous  with  the  change  above  described. — 
It  could  not  well  fail  to  be  so.  Supplying,  as  the 
land-owning  community  does  so  large  a  portion  of 
both  Houses  of  Parliament,  it  necessarily  follows 
that  the  play  of  private  interests  seen  in  the  first, 
repeats  itself  in  the  last  under  moditlL-d  forms,  and 
complicated  by  other  influences,  llemembering 
the  extent  to  which  legislator.^  were  themselves 
involved  in  the  speculations  of  the  mania,  it  is 
scarcely  probable  that  they  should  since  have 
been  free  from  personal  bias.  A  return  proved, 
that  in  1846  there  were  167  members  of  Parlia- 
ment, whose  names  were  on  the  register  of  new 
companies  for  sums  varying  from  £291,000  down- 
wards. Ths  su[»porters  of  new  projects  boasted  of 
the  number  of  votes  they  could  command  in  the 
House.  Members  were  personally  canvassed,  and 
peers  were  solicited.  It  was  publicly  complained 
in  the  upper  chamber  that  "it  was  nearly  impos- 
sible to  bring  together  a  jury,  some  members  of 
which  were  not  interested  in  the  railway  they  were 
about  to  assess."  Doubtless  this  state  of  things 
was  in  a  degree  exceptional ;  and  there  has  since 
been  not  only  a  diminution  of  the  temptations,  but 
a  marked  increase  of  equitable  feeling.  Still  it  is 
not  to  be  expected  that  private  isterests  should 
cease  to  aet.  It  is  not  to  be  expected  that  a  land 
owner  who,  out  of  Parliament  exerts  himself  to 
get  a  railway  from  his  district,  ^iilould,  when  in 
Parliameat,  not  employ  the  power  his  new  position 
gives  him  to  the  same  end.  It  is  not  to  be  expect- 
ed that  the  accumulation  of  such  individual  ac- 
tions should  leave  the  legislative  policy  unchang- 
ed. Hence  the  fact,  that  the  influence  once  used 
to  throw  out  railway  bills  is  now  used  to  carry 
them.  Heuce  the  fact,  that  railway  committees 
no  longer  require  a  good  traffic  case  to  be  made 


out  in  justification  of  the  powers  asked.  Henco 
the  fact,  that  the  directors  and  chairmen  of  boards 
with  seals  in  the  House  of  Commons,  are  induced 
to  pledge  their  companies  to  carry  out  extensions. 
But  it  is  not  only,  nor  indeed  mainly,  from  direct- 
ly personal  motives  that  legislators  have  of  late 
years  unduly  fostered  railway  enterprises.  Indi- 
rect motives  of  various  kinds  have  been  largely 
operative.  The  wish  to  satisfy  constituents  has 
been  one.  Inhabitants  of  "uaccommodated  dis- 
tricts are  naturally  urgent  with  their  representa- 
tives to  help  them  to  a  line.  Sr.ch  representatives 
are  not  unfrequently  conscious  that  their  next 
elections  may  possibly  turn  upon  their  succensful 
response  to  this  appeal.  Even  when  there  is  no 
popular  pressure,  there  is  the  pressure  of  their 
leading  political  supporters  ;  of  large  landholders 
whom  it  will  not  do  to  neglect ;  uf  the  magistracy 
with  whom  it  is  needful  to  be  on  good  terms ;  of 
local  lawyers,  important  as  electioneering  friends, 
to  whom  a  railway  always  brings  business.  Thus 
without  having  any  immediately  private  ends, 
members  of  Parliament  are  often  almost  coerced 
into  pressing  forward  schemes  which  from  a  na- 
tional, or  from  a  shareholders'  point  of  view,  are 
very  unwise  ones.  Moreover,  it  requires  in  fair- 
ness to  be  said,  that  possessed,  as  most  members 
of  Parliament  are,  with  the  belief  that  all  railway 
making  is  nationally  beneficial,  there  exist  in 
their  minds  few  or  no  reasons  for  resisting  the  in- 
fluences brought  to  bear  ou  them.  True,  share- 
bolders  may  be  injured  ;  but  that  is  their  own  af- 
fair : — the  public  will  be  better  served ;  conslitu- 
euts  will  be  satisfied ;  friends  will  be  pleased ;  i>er- 
haps  personal  ends  gained ;  and  under  .some  or  all 
of  these  incentives  affirmative  voted  are  readily 
given.  Thus  from  the  Legislature  also  there  has 
of  late  years  proceeded  a  factitious  stimulus  to 
railway  extensions. 

From  Parliament  to  Parliamentary  agents,  and 
the  general  body  of  lawyers  concerned  m  railway 
enterprise,  is  a  ready  transition.  With  these,  the 
getting  up  and  carrying  of  new  lines  and  branch- 
es is  a  matter  of  business.  Whoever  studies  the 
pi ocess  ef  obtaining  a  railway  act;  or  considers 
the  number  of  legal  transactions  involved  in  the 
execution  of  railway  works ;  or  notes  the  large 
sums  that  figure  in  half-yearly  reports  under  the 
head  of  "law  charges;'  will  at  once  see  how  strong 
are  the  temptations  which  a  new  project  holds  out 
to  [solicitors,  conveyancers,  and  counsel.  It  has 
been  shown  that  in  past  years  Parliamentary  ex- 
penses have  varied  from  £b50  to  £a,000  per  mile; 
of  which  a  large  proportion  has  gone  into  the 
pt>ckeis  of  the  profli'ssion.  In  one  contest  £57,- 
000  was  spent  amongst  six  counsel  and  twenty  so- 
licitors. At  a  late  meeting  of  one  our  companies 
it  was  pointed  out  that  the  sum  expended  m  legal 
and  parliamentary  expenses  during  nine  years  fiad 
reached  £480,UU0 ;  or  had  averaged  £-33,000  a 
year.  With  these  and  scores  of  like  facis  before 
them,  it  would  indeed  be  strange  did  not  so  acute 
a  body  of  men  as  lawyers  use  vigorous  etlbrts  and 
sagacious  devices  to  promote  fresh  enterprises. — 
Indeed,  if  we  look  back  at  the  proceedings  of  1845 
we  shall  suspect,  not  only  that  lawyers  are  still 
the  active  promoters  of  fresh  enterprises,  but  of- 
ten the  originators  of  them.  Most  person  have 
heard  how  in  those  excited  times  the  projects 
daily  announced  were  very  frcquenily  set  afloat  by 
local  solicitors — how  these  looked  over  maps  to 
see  where  plausible  lines  could  be  sketched  out — 
how  they  canvassed  the  local  gentry  to  obtain 
provisional  committeemen — how  they  agreed  with 
engineers  to  make  trial  surveys — how,  under  the 
wild  hopes  of  the  day,  they  found  little  difficulty  in 
forming  companies — and  how  most  of  them  man- 
aged to  get  as  far  as  the  Cozimittee  ou  Manding 
Orders,  it  no  farther.  Remembering  all  his,  and 
that  those  who  were  successful  are  not  likely  to 
liave  forgotten  their  cunning,  but  rather  to  have 
yearly  exercised  and  increased  it,  we  may  natur- 
ally expect  to  find  railway  lawyers  amongst  the 
most  influential  of  the  many  parties  conspiring  to 
urge  railway  proprieUvries  into  disastrous  uuaer- 
takings :  and  we  shall  not  be  deceived.  To  a 
great  extent  they  are  in  league  with  engineers.— 
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From  the  proposal  to  the  completioD  of  a  new  Hue 
the  lawyer  aud  the  engineer  work  together; 
and  their  interests  arc  throughout  identical. — 
Whilst  the  one  makes  the  survey,  the  other  pre- 
pares the  book   of  reference.     The  parish   plans 

which  the  one  gets  ready,   the  other  deposits. 

The  notices  to  owners  and  occupiers  which  the 
one  fills  in,  the  other  serves  upon  those  concerned 
Throughout,  there  is  continual  consultation  be- 
tween them  as  to  the  dealing  with  local  opposition 
and  the  obtainment  of  local  support.  In  the  get- 
ting up  of  their  case  for  Parliament  they  necessa- 
rily act  in  concert  Whilst  before  committee  the 
one  gets  Ins  ten  guineas  per  day  for  attending  to 
give  evidence,  the  other  makes  profits  on  all  the 
complicated  Irausaciioas  which  the  carrying  a  bill 
involves.  During  the  execution  of  tho  works 
they  are  in  frequent  correspondence  ;  and  alike 
protit  by  any  expansion  of  the  undertaking.  Thus 
there  naturally  arises  in  each  the  perception  that 
in  aiding  the  other  he  is  aiding  himself;  and  grad- 
ually, as  in  course  of  years,  the  proceedings  come 
to  be  often  repeated,  and  a  perfect  familiarity  with 
railway  politics  gained,  there  naturally  grows  up  a 
well-organized  sj'stem  of  co-operation  between 
them — a  system  rendered  the  more  eflScient  by 
the  wealth  and  influence  which  each  has  year  by 
year  accumulated. 

Amongst  the  manoeuvres  employed  by  railway 
solicitors  thus  established  and  thus  helped,  not 
the  least  remarkable  is  that  of  getting  their  own 
nominees  elected  as  directors.  Startling  though 
it  may  seem,  it  is  yet  a  fact,  which  we  state  on 
good  authority,  that  there  are  puppet  directors 
who  vote  for  this  or  that  at  the  instigation  of  the 
company's  lawyer,  whose  creatures  they  are.  The 
obtainment  of  such  tools  is  by  no  means  difficult. 
Vacancies  are  about  to  occur  in  the  directorate. 
Almost  always  there  are  sundry  men  over  whom 
a  solicitor,  conducting  the  extensive  law  business 
of  a  railway,  has  considerable  power ;  not  only 
connexions  and  friends,  but  clients  and  persons 
to  whom,  in  his  legal  capacity,  he  can  do  great 
benefit  or  great  injury.  He  selects  the  most  suit- 
able of  these ;  giving  the  preference,  if  other 
things  are  equal,  to  one  living  in  the  conn- 
try  near  the  line.  On  opening  the  matter  to  him, 
he  points  out  the  sundry  advantages  attendant  on 
a  director's  position — the  free  pass  and  the  many 
facilities  it  gives ;  the  annual  £100  or  so  which 
the  office  brings ;  the  honor  and  influence  accru- 
ing ;  the  opportunities  for  profitable  investment 
that  are  likely  to  occur;  and  so  forth.  Should 
ignorance  of  railway  affai's  be  raised  as  an  objec- 
tion, the  tempter,  in  whose  eyes  this  ignorance  is 
a  chief  recommendation,  replies  that  he  shall  al- 
ways be  at  hand  to  guide  his  votes.  Should  non- 
possession  of  a  due  amount  of  the  company's  stock 
be  pleaded,  the  tempter  readily  meets  the  difficul- 
ty by  offoring  himself  to  furnish  the  needful  qual- 
ification. Thus  incited  and  fiattered,  and,  perhaps 
conscious  that  it  would  be  dangerous  to  refuse, 
the  intended  puppet  alows  himself  to  be  put  in 
nomination  ;  and  as  it  is  the  general  habit  of  half- 
yearly  meetings,  unless  under  great  indignation, 
to  elect  any  one  proposed  to  them  by  thoso  in  au- 
thority, the  nomination  is  successful.  On  subse- 
quent occasions  this  proceeding  can,  of  course,  be 
repeated ;  and  thus  the  company's  legal  agent  and 
those  leagued  with  him  may  command  sufficient 
votes  to  turn  the  scale  in  their  own  favor. 

Then  to  the  personal  interest  and  power  of  the 
head  solicitor  have  to  be  added  those  of  the  local 
ones,  with  whom  he  is  in  constant  business  inter- 
course. They,  too,  profit  by  new  undertakings ; 
they,  therefoie,  are  commonly  urgent  in  pressing 
them  forwards.  Acting  in  co-operation  with  their 
chief,  they  form  a  local  staff  of  great  influence.— 
They  are  active  canvasserj;  they  stimulate  and 
concentrate  the  feeling  of  their  districts  ;  they  en- 
courage rivalry  with  other  lines  ;  they  alarm  lo- 
cal shareholders  with  rumors  of  threatened  com- 
petition. When  the  question  of  extension  or  non- 
extension  comes  to  a  division,  they  collect  proxies 
for  the  extension  party.  They  bring  pressure  to 
bear  on  thv>ir  shareholding  clients  and  relatives.— 
Nay,  80  deep  ao  interest  do  they  feel  in  the  deci 


siou  as  occiisioaally  to  manufacture  votes  with  tho 
view  of  influencing  it.  We  have  before  us  the 
case  of  a  local  solicitor,  who,  before  the  special 
meeting  called  to  adopt  or  reject  a  contemplated 
branch,  transferred  portions  of  his  own  shares  in- 
to the  names  of  sundry  members  of  his  family, 
and  so  multiplied  his  seventeen  votes  into  forty- 
one  ;  all  of  which  he  recorded  for  the  adoption  of 
the  new  scheme. 

Greatly  as  engineers  are  interested  in  railway 
enterprise,  it  is  to  be  expected  that  they  should 
be  active,  and  not  very  scrupulous  promoters  of  it. 
To  illustrate  the  vigor  and  skill  with  which  they 
further  new  undertakings,  a  few  facts  may  be  cit- 
ed. Not  far  from  London,  and  lying  between  two 
lines  of  railway,  is  an  estate  that  has  been  pur- 
chased by  one  of  our  engineers.  lie  has  since 
obtained  Acts  for  branches  to  both  of  tho  adja- 
cent lines.  One  of  these  branches  he  has  leased 
to  the  company  whose  line  it  joins;  and  ho  has 
tried  to  do  the  like  with  the  other,  but  as  yet 
without  «ucces8.  Even  as  it  is,  however,  he  is 
considered  to  have  doubled  the  value  of  his  pro- 
perty. To  press  forward  extensions  by  the  com- 
panies with  which  they  are  connected,  they  occa- 
sionally go  to  great  lengths.  Not  long  since,  at  a 
half-yearly  meeting,  certain  projects  which  the 
proprietary  had  already  once  rejected,  were  again 
bronght  forward  by  two  engineers  who  attended 
in  their  capacity  of  shareholders.  Though  known 
to  be  personally  interested,  one  of  them  moved 
and  the  other  seconded,  that  certain  proposals 
from  the  promoters  of  these  schemes  be  consider- 
ed without  delay  by  the  directors.  The  motion 
was  carried ;  the  directors  approved  the  proposals ; 
and  again,  the  proprietors  negatived  them.  A 
third  time  a  like  effort  was  made ;  a  third  time  a 
conflict  arose;  aud  within  a  few  days  of  the  spe- 
cial meeting  at  which  the  division  was  to  take 
place,  one  of  these  engineers  circulated  amongst 
the  shareholiers  a  pamphlet  denying  the  allega- 
tions of  the  dissentient  party  and  making  counter- 
statements,  which  it  Wiis  then  to  late  to  meet — 
nay,  be  did  more ;  he  employed  agents  to  canvass 
the  shareholders  for  proxies  in  support  of  the  new 
undertaking,  and  was  obliged  to  confess  as  much 
when  charged  with  it  at  the  meeting. 

Turn  we  now  to  contr<ictors.  Railway  enter- 
prise has  given  to  this  class  of  men  a  gigantic  de- 
velopment, not  only  in  respect  of  numbers,  but  in 
respect  of  the  vast  wealth  to  which  some  of  them 
have  attained.  Originally,  half  a  dozen  miles  of 
earthwork,  fencing,  and  bridges,  was  as  much  as 
any  single  contractor  undertook.  Of  l.ate  years, ^ 
however,  it  has  become  common  for  one  man  to 
engage  to  construct  aa  entire  railway,  and  deliver 
it  over  to  the  company  iu  a  fit  condition  for  open- 
ing. Great  capital  is  necessarily  required  for 
this ;  great  profits  are  made  by  it ;  and  the  for- 
tunes accumulated,  in  course  of  time,  have  been 
such,  that  sundry  contractors  are  described  as 
being  each  able  to  make  a  railway  at  his  own  ex- 
pense. But  they  are  as  insatiate  as  millionaires 
in  general ;  and  so  long  as  they  continue  in  busi- 
ness at  all,  are,  in  some  sort,  forced  to  provide 
new  undertakings  to  keep  their  plant  employed. 
As  may  be  imagined,  enormous  stocks  of  working 
materials  are  needed ;  many  hundreds  of  earth- 
waggons,  and  of  horses ;  many  miles  of  temporary 
rails  and  sleepers ;  some  half  dozen  locomotive 
engines,  and  several  fixed  ones;  innumerable 
tools  ;  besides  vast  stores  of  timber,  bricks,  stone, 
rails,  and  other  constituents  of  permanent  works, 
that  have  been  bought  on  speculation.  To  keep 
the  capital  thus  invested,  and  also  a  large  staff  of 
employees,  standing  idle,  entails  loss,  partly  nega- 
tive, partly  positive.  The  ereat  contractor,  there- 
fore, is  alike  under  a  pressing  stimulus  to  get  fresh 
work,  and  enabled  by  his  wealth  to  do  this. — 
Hence  the  not  unf'requent  inversion  of  the  old 
arrangement  under  which  companies  and  engi- 
neers enJployed  contractors,  into  an  arrangement 


inated  with  a  distinguished  contracting  firm.  Iq 
some  cases,  as  in  this  chief  one,  this  mode  of  pro- 
cedure may  be  considered  as  advantageous ;  but 
in  a  far  greater  proportion  of  cases  its  results  are 
disastrous.  Interested  in  promoting  railway  ex- 
tensions even  in  a  greater  degree  than  engineers 
and  lawyers,  contractors  frequently  co-operate 
with  these  either  as  agents  or  as  coadjutors.— 
Lines  are  fostered  into  being,  which  it  is  known 
from  the  very  beginning,  will  not  pay.  Of  late  it 
has  become  common  for  landowners,  merchants 
aud  others  personally  interested,  who,  under  ihj 
belief  that  their  indirect  gains  will  compensate  for 
their  meagre  dividends,  have  themselves  raised 
part  of  the  capital  for  a  local  railway,  but  who 
cannot  raise  the  rest — it  has  become  common  for 
such  to  make  an  agreement  with  a  wealthy  con- 
tractor to  construct  the  line,  taking  in  part  pay- 
ment a  portion  of  the  shares,  amounting  to,  per- 
haps, a  third  of  the  whole,  and  to  charge  for  big 
work  according  to  a  schedule  of  prices  to  be  there- 
after settled  between  himself  and  the  engineer.— 
By  this  last  clause  the  contractor  renders  himself 
secure.  If  would  never  answer  his  purpose  to 
take  part  payment  in  shares  likely  to  return  some 
'M.  per  cent.,  unless  he  compensated  himself  by 
unsually  high  profits  ;  and  this  subseqaent  settle- 
ment of  prices  with  one  whose  interests,  like  Lis 
own,  are  wrapped  up  in  the  prosecution  of  the  un- 
dertaking, insures  him  high  profits.  Meanwhile, 
the  facts  that  all  the  capital  has  been  subscribed 
and  the  line  contracted  for,  unduly  raise  the  pub- 
lic estimate  of  the  scheme ;  the  shares  are  quoted 
at  much  above  their  true  worth ;  unwary  persons 
buy ;  the  contractor  from  time  to  time  parts  with 
his  moiety  at  fair  prices  ;  and  the  new  sharehold- 
ers ultimately  find  themselves  part  owners  of  a 
railway  which,  unprofitable  as  it  originally  pro- 
mised to  be,  has  been  made  yet  more  unprofitable 
by  expensiveuess  of  construction.  Nor  are  these 
the  only  cases  in  which  contractors  gain  after  this 
fahsion..  They  do  the  like  with  undertakings  of 
their  own  projecting.  To  obtain  acts  for  these, 
they  sign  the  subscription  contracts  for  large 
amounts ;  knowing,  that  in  the  way  above  de- 
scribed, they  can  always  make  it  answer  to  do 
this.  So  general  had  the  practice  latterly  become 
as  to  attract  the  attention  of  committees.  As  was 
remarked  by  a  personage  noted  for  his  complicity 
in  these  transactions  :  '  Committees  are  getting  too 
knowing;  they  won't  stand  that  dodge  now.'— 
Nevertheless,  the  thing  is  still  done  under  a  dis- 
guised form.  Though  contractors  no  longer  enter 
their  own  names  on  subscription  lists  for  thous- 
ands of  shares,  yet  they  effect  the  same  end  by 
making  nominal  holders  of  their  foremen  and  oth- 
ers ;  themselves  being  the  real  ones. 

Of  directorial  misdoings  some  samples  have  al- 
ready been  referred  to ;  and  more  might  be  add- 
ed. Besides  those  arising  from  directly  personal 
aims  are  sundry  others.  One  of  these  is,  the  stiil 
increasing  community  between  railway  boards  and 
the  House  of  Commons.  There  are  eighty  one  di- 
rectors sitting  in  Parliament ;  and  though  many 
of  these  take  little  or  no  part  in  the  afiiurs  of  their 
respective  railways,  many  of  them  are  the  most 
active  members  o(  the  boards  to  which  they  be- 
long. We  have  but  to  look  back  a  few  years  and 
the  unanimity  with  which  companies  adopted  the 
policy  of  getting  themselves  represented  in  the 
Legislature,  to  see  that  the  furtherance  of  their 
respective  interests— esjjecially  in  cases  of  compe- 
tition— was  tho  incentive.  How  well  this  policy 
is  understood  amongst  the  initiated  may  be  judged 
from  the  fact  that  gentlemen  are  now  in  some  cas- 
es elected  on  boards,  simply  because  they  are 
members  of  Parliament.  Of  course,  this  implies 
that  railway  legislation  is  effected  by  a  complicat- 
ed play  ol  private  influences ;  and  that  these  influ- 
ences generally  work  towards  the  facilitation  of 
new  enterprises  is  tolerably  obvious.  It  naturally 
happens  that  directors  whose  companies  are  not 


under  which  contractors  employ  engineers   and  opposed,  exchange  good  officers.      It   naturally 
form  companies.     Manyj-ecent  undertakings  have  j  happens  that  they  can  more  or  less  smooth  the 


been  thus  set  on  foot.  The  most  gigantic  project 
which  private  enterprise  has  dared — a  project,  of 
which,  unfortunately,  there  is  now  no  hope— orig- 


way  of  their  annual  batch  of  new  bills  through 
committees.  Moreover,  directors  sitting  in  the 
House  of  Commons  not  only  facilitate  the  passing 
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of  the  S'^liemes  in  which  they  are  interested,  but 
are  solicited  to  undertake  further  schemes  by 
those  around  them.  It  is  a  very  ccnomon  sense 
conclusion  that  representatives  of  small  towns  and 
country  districts  needing  railway  accommocation, 
who  are  daily  thrown  in  contact  with  the  cuair- 
man  of  a  company  capable  of  giving  tliis  accom- 
modation, will  not  ncglfct  the  opportunity  of  fur- 
thering their  ends.  It  is  a  very  common  sense 
conclusion  that  by  hospitalities,  by  favours,  by 
flattery,  by  the  many  means  used  to  bias  men, 
they  will  seek  to  obtain  his  good  offices.  And  it 
is  an  equally  common  sense  conclusion  that  in 
many  cases  they  will  succeed — that  by  some  com- 
plication of  persuasions  and  temptations,  they  will 
swerve  him  from  his  calmer  judgment;  and  so  in- 
trodace  into  the  company  he  represents,  influen- 
ces at  variance  with  its  welfare. 

Under  some  motives,  however — whether  those 
of  direct  self-interest,  of  private  favour,  or  of  an- 
tagonistic feeling,  need  not  here  be  discussed— it 
is  certain  that  directors  are  constantly  committing 
their  constituents  to  unwise  enterprises  ;  and  that 
they  frequently  employ  unjiisti liable  means  for 
either  eluding  oroverccraing  their  opposition. — 
Shareholders  occasionally  find  that  their  directors 
have  given  to  Parliament,  pledges  of  extension 
much  exceeding  what  they  were  authorised  to 
give  ;  and  are  then  persuaded  that  they  are  bound 
to  endorse  the  promises  made  for  them  by  their 
agents.  In  some  cases,  among  the  misleading 
statements  laid  before  shareholders  to  obtain  their 
consent  to  a  new  project,  will  be  found  an  ab- 
stract of  the  earnings  of  a  previously  executed 
branch  or  feeder  to  which  the  jiroposcd  one  bears 
some  analogy.  These  earnings  are  shown  (not  al- 
ways without '  coi-kiug')  to  be  tolerably  good  and 
improving ;  and  it  is  argued  that  the  new  project 
having  like  prospects  offers  a  fair  investment. — 
Meanwhile,  it  is  not  stated  that  the  capital  for 
this  previously  executed  branch  or  feeder  was 
rai.sed  on  debentures  or  by  guaranteed  shares,  at 
a  higher  rate  of  interest  than  the  dividend  pays  ; 
it  is  not  stated  that  as  the  capital  for  this  further 
undertaking  will  be  raised  on  like  terms,  the  an- 
nual interest  on  debt  will  swallow  up  more  than 
the  annual  revenue :  and  thus  unsuspecting  share- 
holders— some  unacquainted  with  the  com|)any's 
antecedents,  some  unable  to  understand  its  com- 
plicated accounts — give  their  proxies  or  raise  their 
hands  for  new  works  which  will  tell  with  disas- 
trous effect  on  their  future  dividends. 

To  complete  the  sketch,  it  requires  to  say  some- 
thing on  the  management  of  board  meetings  and 
meetings  of  the  shareholders.  For  the  first — their 
decisions  are  aflected  by  various  manoeuvres.  Of 
course,  on  the  fit  occasions  there  is  a  whipping  up 
of  those  favourable  to  any  project  which  it  is  de- 
sired to  carry.  Were  this  all,  there  would  be  lit- 
tle to  complain  of;  but  something  more  than  this 
is  done.  There  are  boards  in  which  it  is  the  prac- 
tice to  defeat  opposition  by  stratagem.  The  ex- 
tension party  having  summoned  their  forces  for 
the  occasion,  and  having  entered  on  the  minutes 
of  business  a  notice  worded  with  the  requisite 
vagueness,  shape  their  proceedings  according  to 
the  charjicter  of  the  meeting.  Should  their  an- 
tagonists muster  more  strongly  than  was  expect- 
ed, this  vaguely-worded  notice  serves  simply  to 
introduce  some  general  statement  or  further  infor- 
mation concerning  the  project  named  in  it ;  and 
the  matter  is  passed  over  as  though  nothing  more 
had  been  meant.  On  the  contrary,  should  the 
proportion  of  the  two  sides  be  more  favourable, 
the  notice  becomes  the  basis  of  a  definite  motion 
committing  the  board  to  some  important  procc- 
tiurp.  If  due  precautions  have  been  taken,  the 
motion  is  passed ;  and  once  passed,  those  who,  if 
present,  would  have  resisted  it  have  no  remedy  ; 
for  in  railway  government  there  is  no  '  second 
reading,'  much  less  a  third.  So  determined  and 
so  unscrupulous  are  the  efforts  sometimes  made 
oy  the  stronger  party  to  overcome  and  silence 
their  antagonists,  that  when  a  contested  measure, 
carried  by  them  at  the  board,  has  to  go  before  a 
general  meeting  for  confirmation,  they  have  even 
been  known   to   pass   a   resolution   that   their 


dissentient  colleagues  shall  not  address  the  propri- 
etary ! 

How,  at  half-yearly  and  special  meetings,  sbare 
holders  should  be  so  readily  led  by  boards,  even 
after  repeated  experience  of  their  untrustworthi 
ness,  seems  at  first  sight  difficult  to  understand. 
The  mystery  disappears,  however,  on  inquiry.— 
Very  frequently  contested  measures  are  carried 
quite  against  the  sense  of  the  meetings  before 
which  they  are  laid,  by  means  of  the  large  num 
ber  of  proxies  previously  collected  by  the  direc 
tors.  These  proxies  are  obtained  mostly  from 
proprietors  scattered  everywhere  throughout  the 
kingdom,  who  are  very  generally  weak  enough  U 
sign  the  first  document  sent  to  them.  Then  of 
those  present  when  the  question  is  brough  to  an 
issue,  not  many  dare  to  attempt  a  speech ;  of  those 
who  dare,  but  few  are  clearheaded  enoush  to  see 
the  full  bearings  of  the  measure  they  arc  about 
to  vote  upon ;  and  such  as  can  see  it  are  often  pre- 
vented by  nervousness  from  doing  justice  to  the 
views  they  hold.  Moreover,  it  must  be  borne  in 
mind  that  the  party  displaying  antagonism  to  the 
board  are  apt  to  be  regarded  by  their  brother 
proprietors  with  more  or  less  reprobation.  Unless 
the  misconduct  of  the  governing  body  has  been 
very  glaring  or  very  recent,  there  ever  arises  in 
the  mass  a  prejudice  against  all  playing  the  part 
of  an  opposition.  They  .ire  condemned  as  noisy, 
and  f.iCtious,  and  obstructive ;  and  often  only  by 
very  determined  courage  avoid  being  put  down. 
Besides  these  negative  reasons  for  tlie  general  in- 
efficiency of  shareholders'  resistance,   there   are 


who  express  their  opjxisition,  aad  from  the  limid- 
ity  and  double- facedness  of  those  who  do  not,  it 
happens  that  extremely  unwise  proj<>cis  are  car- 
ried by  large  majorities.  Nor  is  this  all.  The 
tactics  of  the  aggressive  party  arc  commonly  as 
skilful  as  those  of  their  antagonists  are  bungling, 
[n  the  first  place  the  chairman,  who  is  very  gen- 
erally the  chief  promoter  of  the  contested  .scheme, 
has  it  in  bis  power  to  favour  those  who  take  his 
own  side,  and  to  throw  dillicultics  in  the  way  of 
opponents ;  and  this  he  not  unfrequenlly  does  to  a 
:jreat  extent — refusing  to  bear,  putting  down  on 
iome  plea  of  breach  of  order,  brow-beating,  even 
using  threats.*  It  generally  turns  cut  too,  that 
whether  intentionally  or  not,  some  of  the  most 
important  motions  are  postponed  until  nearly  the 
close  of  t'.ie  meeting,  when  the  greater  proportion 
of  the  shareholders  are  gone :  largo  moncy-vot<>s, 
extensive  powers,  unlimited  permits  to  directors 
to  take,  in  certain  matters, '  such  stojjs  as  in  their 
judgment  they  may  deem  most  expedient,' — these 
and  the  like  are  left  to  be  hurried  over  dnricg 
ihe  last  half  hour,  when  the  tired  and  impatient 
remnant  will  no  longer  listen  to  objectors ;  and 
when  those  who  have  j)ersonal  ends  to  servo  by 
outstaying  the  rest  carry  every  thing  their  own 
way.  Indeed,  in  some  instance?,  the  arrange- 
ments are  such  as  almost  to  insure  th"  meeting 
becoming  a  pro-extonsion  one  towanls  the  end.— 
The  result  is  brought  about  thus: — A  certain  por- 
tion of  the  general  body  of  proprietors  are  also 
proprietors  of  some  cabordinatt^  work — some 
branch  line,  or  steam-boaUs,  or  canal,  which  the 


sundry  positive  ones.  As  writes  a  Member  ofjcompany  has  purchjised  or  leased  ;  and  as  hold- 
Parliament  who  has  been  an  extensive  holder  of  k-rs  of  guaranteed  stock,  probably  having  capital 
stock  In  many  companies  from  the  first  days  of  j to  take  up  such  further  stock  if  they  can  get  it, 
railway  enterprise  :— '  My  large  and  long  acquaint-;  they  are  naturally  favorable  to  projects  that  are 
ance  with  Railway  Companiis'  affairs  enables  mcito  be  executed  on  the  preference-share  system. 
to  say  that  a  large  majority  of  shareholders  trust|These  hold  their  meeting  for  the  declaration  of 
wholly  to  their  directors,  having  little  or  no  in-jdividend,  &c.,  as  soon  as  the  meeting  of  the  com- 

formation,  nor  caring  to  have  any  opinion  of  their 

own ;  .     .     .     .  some  others,  better  informed  but  ~~  ' 

timid,  are  afraid,  by  opposing  the  directors,  of!  *We  may  remark  in  passing  that  the  practice  of 
causing  a  deprrciation  of  the  value  of  their  stockjmaking  the  chairman  of  the  board  also  chairman 
in  the  market,  and  are  more  alarmed  at  the  pros-jof  the  half-yearly  meetings,  is  a  yery  injudicions 
pect  of  this  temporary  depreciation  than  at  thejone.  The  directors  are  t!;e  servants  of  the  pro- 
permanent  loss  entailed  on  the  company  by  thejprietary,  and  meet  them  from  timo  to  time  to  ren- 
useless  and  therefore  unprofitable  outlay  of  addi-(der  an  account  of  their  stewardship.  Thai  the 
tional  capital:  ....  others  again,  believingjchief  of  these  servants  whose  proceedings  ai-e 
that  the  ipipending  permanent  evil  is  inevitable,jabout  to  be  examined  should  himself  act  as  chief 
resolve  on  the  spot  to  sell  out  immediately,  and  of  the  jury,  is  absurd.  Obviously  the  business  ot 
to  keep  up  the  prices  of  their  shares,  also  givejeach  meeting  should  be  conducted  by  some  one 
their  support  to  the  directors.'  Thus,  from  the  independently  chosen  for  the  purpose,  as  the 
lack  of  organisation  and  efficiency  amongst  those  j  Speaker  is  chosen  by  the  House  of  Commons. 

Number 

..:■-'■  _■         .      .  Of 

Votes 

Recorded     Total   scored 

Stock  at    actual  for  the 

the  Poll    Capital  Exten- 

as  held,  paid  up.  sion. 


Additional  Stock  or 
Shares. 


:'  \y-  y:/         '''-  '.'■■.:■.:■  '■'-:-'■  ■/    JC50  Pre- 
■'<■•     •  (erence 

:'•■'::  •      '  ^  •   •  Shares, 

: .:    .  -.    V-    -      -  -     /-  .     with  £5 

paid  up. 

The  Company's  solicitor £600 £7,500  stock,  and  100  £60 

.  V   .    .;,       ^  I  shares,    with    £42    10.s. 

'^  '        •      '  .   =  t         paidup £76,660 

Ditto  in  joint  account  with  another 778 None 

The  solicitor's  partner .',...      60 None 3,000 

The  Company's  engineer 150 None 7,600 

The  engineer's  partner 1,354 £4,266  stock 71,%6 

One  of  the  Company's  parliamentary 

counsel 200 £1,000  stock 11,000 

Another  ditto,  ditto 125 £2008tock 0,460 

Local  solicitor  for  the  proposed  exten- 
sion         7 None 360 

The  Company's  contractor  for  perman- 
ent wav 347 £52,833 70,183 

The  Company's  conveyancer 1,003 £333  slock 50,483 

The  Company's  furniture  printer 35 £10,000  stock 11,750 

The  Company's  surveyor 360 £1,250  stock 19,250 

The  Company's  architect s 217 £14,916  stock  ;     110   £50 

;V-      .-/..,..        ;   .:  J  ,       shares,    with    £42    10s. 

'••■:/  1  paid    np;    and   13  £40 

/•  /     I  Bhares.with  £34  paid  up.  32,230 

One  of  the  Company's  carriere. 17.,..  .£833  stock 1,683 

The  Company's  bankers : 

0;.e  partner ..    — .  33,666 

Another  partner — 2,600 

Pitto  in  joint  account  with  another, . .    — —  1,000 


£18,140    188 


300 

750 

11.036 

20 

33 
161 

2,000 
825 

40 
30 

35 

7 

64,568 
5,348 

10,175 
3,050 

158 

118 

41 

66 

20,416 
918 

82 
14 

32,366 

2,600 

860 

90 
18 
12 
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pany  at  large  has  been  dissolved,  and  in  the  same 
room.  Hence  it  happens  that  being  kept  together 
by  prospect  of  subsequent  business,  they  gradual- 
ly, towards  the  close  of  the  general  meeting,  come 
to  form  the  majority  of  those  present ;  and  the  or- 
dinary shareholders  who  have  been  patient  enough 
to  stay,  are  outvoted  by  those  having  interests 
quite  distinct  from  their  own— quite  at  variance 
with  the  welfare  of  the  company.. 

And  here  this  allusion  to  the  preference  share 
system  introduces  us  to  a  fact  which  may  fitly 
close  this  detail  of  private  interests  and  question- 
able practices — a  fact  serving  at  once  to  illustrate 
the  subtlety  and  concert  of  railway  officialism, 
and  the  power  it  can  exert.  That  this  fact  can  be 
fully  appreciated  it  must  be  premised  that  though 
preference  shares  do  not  usually  carry  votes  they 
are  sometimes  specially  endowed  with  them  ;  and 
further,  that  they  occasionally  remain  unpaid  up 
until  the  expiration  of  a  time  after  which  no  fur- 
ther calls  can  be  legally  made.  In  the  case  in 
question  a  large  number  of  £50  preference  shares 
had  thus  long  stood  with  but  £5  paid.  Those  de- 
sirous of  promoting  extensions,  &c.,  bad  here  a 
fine  opportunity  of  getting  great  jiower  in  the 
company  at  small  cost ;  and  as  we  shall  see  thoy 
duly  availed  themselves  of  it.  Already  had  their 
party  twice  tried  to  thrust  the  proprietary  into  a 
new  undertaking  of  great  magnitude.  Twice  had 
they  entailed  on  them  an  expensive  and  harassing 
contest.  A  third  time,  notwithstanding  a  professed 
relinquishment  of  it,  they  brought  forward  sub- 
stantially the  same  scheme,  and  were  defeated 
only  by  a  small  majority.  The  following  extracts 
from  the  division  lists  we  take  from  the  statement 
of  one  of  the  scrutineers.  , 

To  this  list  some  seven  or  eight  of  the  Compa- 
ny's tradesmen,  similarly  armed  might,  be  added  ; 
raising  the  amount  of  the  almost  factitious  shares 
he'd  by  functionaries  to  about  6200,  and  increas- 
ing the  number  of  votes  commanded  by  them 
from  its  present  total  of  1,068  to  upwards  of  1,100. 
If  now  wo  sepurate  the  £380,000  which  these 
gentleman  bring  to  bear  against  their  brother 
shareholders,  into  real  and  nominal,  wo  find  that 
whilst  not  quite  £120,000  of  it  is  bona  fide  proper- 
ty invested,  the  remaining  £260,000  is  nine  parts 
shadow  and  one  part  substance.  And  thus  it  re- 
sults that  by  virtue  of  certain  stock  actually  re- 
presenting but  £26,000,  these  lawyers,  engineers, 
counsel,  conveyancers,  contractors,  bankers,  and 
others  interested  in  the  promotion  of  new  schemes, 
outweigh  more  than  a  quarter  of  a  million  of  the 
real  capital  held  by  shareholders  whom  these 
schemes  will  injure. 

(To  becootiuued.) 


Ttk*  California  Gold  Prodnet. 

In  regard  to  the  gold  resources  of  the  State,  the 
mines, notwithstanding  the  apprehensions  frequent- 
ly expressed  abroad,  continue  to  yield  their  trea- 
sure in  unaba'ed  abundance,  and  at  no  time,  per- 
haps, since  their  discovery,  have  the  prospects 
been  more  cheering.  It  is  true  that  in  many  lo- 
calities, where  the  surface  diggings  have  been  ex- 
hausted, successful  mining  requiies  more  labor, 
and  a  greater  investment  of  capital  than  formerly. 
The  surface  diggings  which  "pay"  are  compara- 
tively few,  and  the  great  bulk  of  the  gold  hereaf- 
ter to  find  its  way  into  the  market,  will  probably 
be  obtained  either  by  tunneling  the  mountains  or 
fluming  their  streams.  Still,  many  of  the  old  local 
ities,  long  since  thought  to  be  exhausted,  are  found 
since  the  introduction  of  water  by  ditching,  to  re- 
ward well  the  labor  bestowed  upon  them.  Such 
works  as  those  referred  to  are  invaluable  to  the 
mining  regions,  and  it  is  to  be  regretted  that  so 
little  well-directed  attention  has  heretofore  been 
bestowed  upon  them.  Some  counties,  recently  in- 
volved in  debt,  have  been  red«iemed  through  their 
operation,  and  are  now  prosperous.  El  Dorado 
may  be  mentioned  as  an  instance.  Eighteen 
mouths  ago,  her  stock  could  scarcely  be  sold  for 
thirty  cents  on  the  dollar.  She  is  now  out  of  debt 
and  has  some  S20,000  surplus  in  her  treasury. — 
She  owns  about  82,000,000  in  ditch  property. 

The  introduction  of  water  has  opened  a  new 
field  of  operations  on  the  bill  sides,  and  mountains 
are  being  washed  from  their  summits  to  their  bas- 
es. The  present  is  the  commencement  of  the 
season  for  such  enterprises,  tiie  river  beds  being 
relinquished,  in  consequence  of  the  rise  of  the 
waters. 

It  is  doubtful  whether  the  numbers  of  persons  cm- 
ployed  in  mining  are  as  great  as  in  former  year8,but 
at  no  prevcious  period,  perhaps,  was  individual 
gain  so  great  as  at  present.  By  combining  labor, 
and  investing  capital  in  extensive  works,  miners 
have  become  more  provident,  and  save  more  of 
their  earnings  than  was  formerly  the  case  when 
they  depended  on  individual  enterprise.  Moreover, 
the  cost  of  the  means  of  living  is  scarcely  one- 
sixth  of  what  it  was  a  few  years  ago,  and  hence 
the  miner  is  enabled  to  retain  a  much  larger 
share  of  hisearnir  gs  now  than  then 


amounts  deposited  at  the  Branch  Mint  in  this  city 
for  coinage,  since  that  establishment  went  into 
operation  in  last  April : 

-      GOLD  DEPOSITED  FOR  COINAGE. 


Gross  weight. 

April oz. 36,393  09 

May 43,388  22 

June 22,862  76 

July 26,104  72 

August 66,680  62 

September 52,049  25 


Value. 

S667,991  2.3 

776,822  60 

437,629  02 

467,776  10 

1,042,511  95 

1,124,938  42 


ToUl 02248,369  66         S4,627,168  .34 

By  adding,  therefore,  the  amount  deposited  for 
coinage,  to  the  amount  manifested  by  steamers. 
we  have  S42,386,244,  or  S524,512  more  than  was 
shipped  during  a  corresponding  period  of  1863. 

Journal  of  Railroad  tttt-yw, 

WHEN      DOES     THE     TRANSIT     CEASE     IN    REGARD   TC 
GOODS    CARRIED    BV    RAILROAD  1 

This  question  has  been  of  late  lucidly  discussed 
and  we  think,  wisely  determined  by  the  Supreme 
Court  of  Massachusetts  in  the  case  oi  ihe  Norway 
Plains  Compani/  vs.  the  Boston  tf-  Maine  Railroad 
Company,lsi  Gray,  263.  And  to  promulgate  cor- 
rect rules  in  regard  to  the  liabilities  of  carriers  by 
railroad,  a  mode  of  transportation  in  some  re- 
spects like  the  transportation  by  water  craft,  aud 
in  other  respects  like  that  by  wagons,  is  one  of 
the  most  important  duties  which  have  recently 
devolved  upon  Courts  of  Justice.  -   ' 

The  facts  of  the  above-mentioned  case  were 
briefly  as  follows. 

Defendants  received  of  plaintiffs  at  Rochester, 
N.  11.  packages  to  be  transported  to  Boston.  Re- 
ceipts were  signed  dated  respectively  October  31st, 
and  November  9th,  1860,  acknwledging  the  receipt 
of  goods^"numbered  and  worked  as  the  above 
which  the  company  promises  to  forward  by  its 
railroad  and  deliver  to,  or  order  at  its  depot  in 
Boston."    The  train  in  which  the  goods  described 


By  the  following  Ubular  statements,  it  will  be  jq  the  last  mentioned  receipt  were  sent  usually 


Funded  Debt  of  tbe  City  of  Philadelphia. 

The  funded  debt  of  the  Consolidated  City  is  as 
follows  : 

Amount  of  loans  issued  to  Railroad  Companies 
are,  viz  ; 
Pennsylvania  Railroad $5,000,000 


North  Penna 
Uempflold 
Sunbury  &  Erie 
North  Western 


1,400,000 

600,000 

1,200,000 

75,000 


Making  in  the  aggregate $8,276,900 

Amount  of  funded  debt  in  the  city  ia  which  the 
above  loans  to  Railroad  Companies  are  included, 
is  viz : 

Amount  of  five  per  cent  bonds $3,662,612  84 

"  six     "      "        "  12,060,274  73 


■  '  $16,612,787  67 

To  which  amount  may  be  hereafter 

added  the  following,  viz  : 
Balance  of  subscription  to  Sunbury 

and  Erie  Railroad  not  yet  issued.$l, 050.000  00 
Ditto  to   North   Western  Railroad, 

not  yet  issued 675,000  00 


seen  that,  so  far  as  we  may  judge  from  the  amount 
of  treasure  shipped  by  steamers  from  this  port,  or 
deposited  in  the  Brunch  Mint  for  coinage,  the 
yield  of  the  mines  the  present  year,  up  to  the  Ist 
inst,  exceeds  that  of  a  corresponding  period  of  last 
year  about  half  a  million  of  dollars.  It  is  proba- 
ble, however,  that  much  dust,  the  result  of  the 
present  year's  labor,  yet  remains  in  the  hands  of 
the  miners,  as  occasions  to  part  with  it  have  been 
f^r  less  pressing  during  the  present  than  any  pre- 
vious year. 

The  following  have  been  the  semi-monthly  ship- 
ments, for  the  first  nine  months  of  1853  and  1854 
respectively. 

1854.  1864. 

January  16 $1,744,399  $1,729,632 

February  1 2,430.000  1,755,488 

February  15.. 2,990,559       -  3.081,729 

March  1 2,066,338     '     •         1 ,649,647 

March  16 2,419,400      •   .  1,816,624 

April  1 2,234,308       \  2,206,789 

April  16 2,696,560  2,312,424 

May  1 2,130,738  2,149,681 

May  16 2,611,086  2,347,444 

Juno  1 2,606,583  3,683,615 

June  16 2,223,870  9,246,213 

July  1 2,004,149  -    2,067,876 

July  16 2,128,052  \     1,966,963 

August  1 2,462,488  .    2,149,818 

August  16 2,2^3,094  2,155,898 

September  1 2,416,709  .   ■     2,383,651 

September  16 2,193,864  1,961,466 

October  1 2,659,636  2,301,738 


Total $41,860,732 


$37,868  076 


Amounting  in  the  aggregate  to..  .$17,337,787  67 


Decrease  the  present  year $4,002,656 

To  offset  this  deficiency,  we  have  the  following 


-V- 


arrives  in  Boston  at  about  half  past  twelve  o'clock ; 
but  on  the  day  of  its  a.Tival  Nov.  4th,  did  'not 
reach  the  depot  until  a  later  time.     Amos,  plaint- 
iff's truckman,  went  for  the  goods  and  waited 
from  about  two  until  about  three  and  a-half  in 
the  afternoon  and  was  then  informed  that  they 
were  in  the  hindmost  car,  which  was  then  on  the 
wharf  and  inaccessible  to  trucks,  and  could  not 
then  be  delivered ;  and  no  time  of  delivery  was 
suggested ;  and  he  being  satisfied  that  they  could 
not  be  seasonably  reached  on  that  day,  departed 
proposing  to  call  again  on  the  next  morning.    For 
the  purpose  of  timely  transportation  it  was  neces- 
sary for  the  truckman  to  goods  by  4  p.  m.  Before 
the  morning  of  Nov.  5th,  the  depot  and  all  that  it 
contained  was  burnt  up.     There  seemed  to  have 
been  no  unreasonable  delay  in  unloading  cars. 
The  only  notice  usually  given  to  Amos,  the  truck- 
man, of  the  arrival  of  goods  was  derived  from  an 
inspection    of  the  way  bill  which  was  shown  to 
him.     The  goods  described  in  the  receipts  last- 
mentioned  were  put  on  the  platform  in  a  fit  state 
for  delivery  before  5  p.  m.,  and  the  depot  gates 
closed  according  to  the  usual  course.*S.But  after 
Amos  left,  the  cars  were  put  in  such  a  position 
outside  of  the  depot,  that  the  said  goods  could 
have  been  taken  directly  from  them  before  4>^p.m., 
had  Amos  remained.     Tbe  goods  described  in  the 
receipt  first-mentioned  arrived  on  Saturday,  '2aA 
of  November  and  were  ready  for  deliverv  at  least 
as  early  as  Monday  mornlDg,  Norember  4tb,  of 
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which  Amos  had  knowledge,  although  he  did  not 
see  fit  to  remove  them. 

The  Court  held  in  this  case,  that  railroad  com- 
panies as  common  carriers  are  liablo  for  any  loss 
which  may  befal  the  goods  carried,  during  the 
transit,  except  those  arising  from  an  act  of  God  or 
the  public  enemy.  The  loss  in  the  case  in  question 
did  not  arise  from  an  act  of  God,  in  a  legal  sense, 
nor  from  the  negligence  of  defendants.  If  at  the 
time  of  the  loss,  they  were  liable  as  common  car- 
riers they  must  abide  by  the  loss,  because  as  com- 
mon carriers  they  were  bound  as  insurers,  to  take 
the  risk  of  fire,  not  caused  by  the  act  of  God,  and 
'  in  such  case  no  question  of  negftgence  can  arise. 
If  on  the  contrary,  the  transit  was  at  an  end,  and 
defeudants  had  ceased  to  have  possession  of  the 
goods  as  common  carriers,  and  held  them  merely 
as  warehouse  men,  then  they  were  only  responsible 
for  the  care  and  diligence  reasonably  due  from 
those  who  stand  in  that  position. 

The  question  then  was,  when  did  the  transit 
terminate  1 

Actual  delivery  by  the  carrier  to  the  consignee 
cannot  be  required  in  respect  to  transportation 
by  railroads.  Merchandize  transported  by  rail- 
road can  only  be  conveyed  along  one  line  and  at 
fixed  stations  and  termini.  The  rule  in  regard  to 
ships  is  thus  stated  in  5  T.  R.  597.  "A  ship  trad- 
ing from  one  port  to  another  has  not  the  means 
of  carrying  the  goods  on  land:  and  according  to 
the  established  course  of  trade  a  delivery  on  the 
usual  wharf  is  such  a  delivery  as  will  discharge 
the  carrier."  And  the  case  of  railroad  transpor- 
tation is  analogous. 

From  the  nature  and  usages  of  the  business  of 
transportation  by  railroad  companies,  the  Court 
was  of  opinion,  that  the  duty  which  they  assume 
is  that  they  will  carry  goods  safely  to  the  place 
of  destination,  and  there  discharge  them  on  the 
platform,  and  then  and  there  deliver  them  to  the 
party  entitled  to  receive  them,  if  he  is  there 
ready  to  receive  them ;  or  otherwise  to  keep  them 
safely  a  reasonable  time.  This  seemed  to  be  the 
spirit  of  the  agreement  unless  modified  by  the 
parties,      i;  •,■':  :  J-  =/^-    "'''■•. '^i'    ■'"-•■,^.  ■■,.■".-»' 

The  freight  paid,  covers  the  temporary  storage 
as  well  as  carriage.  Thus  railroad  carriers  incur 
two  distinct  liabilities  that  of  common  carriers, 
and  that  of  warehouse  keepers.  It  might  be  said 
that  railroad  companies  need  not  deliver  to  con- 
signees goods  carried  by  the  former;  or  it  might 
be  said  that  delivery  by  themselves  as  common 
carriers  to  themselves  as  keepers  for  hire  is  a  de- 
livery which  discharges  their  liability  as  common 
carriers.  In  accordance  with  this  doctrine  is  the 
case  of  Thomas  vs.  the  Boston  and  Providence 
Railroad  in  Met.  472.  And  that  the  same  com- 
pany may  under  one  and  the  same  contract  in- 
cur distinct  duties  and  be  liable  to  difierent  de- 
grees of  responsibility  is  shown  by  Garsidc  vs. 
Trent  <f.  M.  Nav.  Co.  4.  T.  R.  581.  Hijde  vs.  (he 
same  Company  6.  T.  R.  389.  Fan  SaiUvord  vs. 
St.  John  6.  HiU  157.  McHcnry  vs.  P.  W.  <f-  B.  R. 
R.  Co.  4.  Harrington  448. 

Thus  the  liabilities  of  common  carriers  are  duly 
enforced  and  the  safety  of  goods  duly  secured. 
Many  cases  might  be  cited  in  support  of  this  rule. 
The  following  were  deemed  sufficient.  Rome  vs. 
Rechford  and  Taunton  83.     M.  vs.  Webb  ib.  443. 

It  had  been  argued  that  the  defendants'  liabUi- 
ty  as  common  carriers  contiaued  until  they  had 


•rr:  • 


notice  to  consignees  of  the  arrival  of  their 
goods.  But  special  notice  to  consignees  would 
seem  be  nearly  impossible.  And  in  this  case 
plaintiffs  agent,  Amos,  had  notice  of  the  arrival 
of  the  goods. 

In  fine,  the  Court  were  of  opinion  that  railroad 
companies  which  transport  goods  for  hire,  and 
deposit  them  in  their  warehouses  without  addi- 
tional charge  until  the  party  entitled  has  a  reason- 
able time  to  take  them  away,  are  not  liable  as 
common  carriers  for  the  loss  of  the  goods  by  fire, 
without  negligence  on  their  part,  after  the  goods 
have  been  placed  in  the  warehouse,  but  are  only 
liable  as  warehouse  men,  and  for  the  want  of  ordi- 
nary care,  although  the  party  entitled  had  no  op- 
portunity to  remove  the  goods  before  the  fire. 

LIMITING  A    COMMON    CARRIER'S  LIABILITY. 

Enos  S  Preston  sued  Adams  ^  Co.,  for  the  loss 
of  a  package  of  five- franc  pieces,  two  hundred  in 
number,  lelt  at  their  office  in  New  York,  to  be 
transported  to  Brooklyn,  Conn.  The  package 
was  left  as  an  ordinary  package,  and  nothing  was 
said  by  the  person  who  left  it  as  to  its  centents  or 
value.  A  receipt  was  given  for  it  in  the 
usual  form,  signed  by  a  clerk  of  the  Company. — 
The  action  was  brought  to  the  county  court  for 
the  county  of  Windham,  Connecticut,  and  the  de- 
claration consisted  of  four  counts,  each  on  a  con 
tract  to  carry  the  parcel  safely  and  securely,  and 
safely  and  securely  to  deliver  it,  &c.  There  was 
a  count  added  for  money  had  and  received.  The 
cause  was  tried  on  the  general  issue. 

The  plaintiff"  ofl'ered  in  evidence  the  deposition 
of  the  individual  who  left  the  parcel  to  be  trans- 
ported, with  the  aforesaid  receipt,  given  by  the 
defendants  for  the  property. 

The  defeudants  objected  to  the  admission  of 
this  evidence,  on  the  ground  that  the  declaration 
set  forth  an  absolute  contract  to  carry  safely  and 
deliver  safely,  at  all  events,  whereas  the  evidence 
proved  a  conditional  contract  by  which  the  de- 
fendants were  under  certain  circumstances  to  be 
exonerated  from  all  liability  to  the  plaintiff".  The 
Court  overruled  the  objection  and  admitted  the 
evidence. 

The  defendants  also  clc^tmed  that  the  plaintiff 
could  not,  in  any  event,  recover  more  than  $50, 
the  amount  mentioned  in  the  receipt  as  the  sum 
to  which  damages  should  in  the  absence  of  notice 
be  limited,  and  prayed  the  court  so  to  charge  the 
jury.  The  court  omitted  so  to  charge  the  jury 
but  charged  that  if  the  jury  found  for  the  plaintiff 
they  might  find  the  whole  value. 

At  the  last  August  term  of  the  County  Court 
the  jury  found  a  verdict  for  the  plaintiff,  damages 
S200.  To  reverse  that  decision,  a  writ  of  error 
was  brought  to  the  Supreme  Court  at  the  October 
term.  Five  causes  of  error  were  assigned,  and  the 
cause  was  argued  by  Foster  for  Adams  &  Co.,  and 
by  Welch  and  Tyler  for  Preston.  The  following 
is  the  opinion  of  the  Court : 

Adams  &  Co.  vs.  Enos  Preston — Writ  of  error 
—Ellsworth  J. — I  have  no  doubt  that  a  common 
carrier  can,  if  the  employer  will  assent  to  it,  limit 
his  responsibility  to  any  fair  and  reasonable  ex- 
tent, and  to  the  extent  claimed  in  this  case  by  the 
plaintiffs  in  error,  in  the  receipt  given  by  them. — 
Nor  have  I  any  doubt,  if  the  plaintiffbelow  choose 
to  introduce  the  receipt  as  evidence  to  make  out 
his  case,  it  must,  the  whole  of  it,  be  taken  to- 
gether. The  nature,  construction  tand  effect  of 
that  entire  writing  is  a  question  of  law  to  the 
court,  and  it  fully  proves  a  limited  undertaking, 
just  eo  far  as  it  proves  any  undertaking  at  all. 

Assuming  that  the  defendants  below  made  only 
a  limited  agreement  to  carry,  the  first  error  as- 
signed is  valid,  because  the  deposition  and  receipt 
did  not  tend  to  prove  any  material  fact  involved 
in  the  cause  of  action  stated. 

The  fourth  and  fifth  errors  are  f.ital,  for  I  hold 
the  agreement  is  complete  and  binding,  th^t  w  ith- 
out  notice  the  property  shall  not  be  held  to  be 
orer  $60,  •     ^ ,_ .  .„^     .  _  .^  .^  . .  ■  ^  . 


I  Und  there  is  manifest  eiror.  The  plaintiff" be- 
low can  and  should  sue  on  the  written  contract  as 
made. 

PARTNERSHIP  BETWEEN  COMMON  CARRIERS. 

The  following  is  a  late  decision  of  our  Common 
Pleas: 

Birdsall  agt.   N.  J.  Railroad  and    Transportion 
Co. 

Where  two  companies  divide  profits  and  fares, 
and  furnish  cars  and  crates,  and  servants  for  joint 
use,  they  are  partners  in  the  particular  transac- 
tion ;  and  an  action  is  sustainable  against  one  of 
the  companies  for  an  injury  occasioned  bythe  neg- 
ligence of  the  servants  employed  by  either  of  them 
in  the  business  of  the  joint  concern.  Judgment 
affirmed,  with  costs. 

LIABILITY    FOR     AN    AGREEMENT   TO    USE     A    PATENT 
RIGHT. 

U.  S.  Circuit  Court— District  of  New  York. 

George,  E.  Sellers  vs.  The  Panama  Railroad 
Co. — This  suit  was  brought  to  recover  damages 
for  the  breach  of  a  contract.  The  plaintiff  is  the 
inventor  and  patentee  of  an  improved  locomotive 
for  surmounting  heavy  grades.  In  1850  the  Pan- 
ama Railroad  Co.,  having  in  view  a  surface  road 
across  the  Isthmus,  negotiated  with  the  plaintiff 
for  the  use  of  his  patent.  His  machines  were 
tested  on  a  little  railway  built  for  the  purpose  at 
the  expense  of  the  Company,  and  proved  satisfac- 
tory. Thereupon  an  agreement  was  made,  as  he 
alleges,  that  he  should  oversee  the  construction  of 
four  locomotives  of  his  patent,  and  such  other 
work  as  might  be  called  for,  for  which  he  was  to 
receive  a  salary  of  S3,500  a  year  :  that  the  com- 
pany agreed  to  take  his  patent  and  give  to  him 
an  opportunity  of  testing  his  locomotives  on  their 
road,  and  if  his  locomotives  shonkl  be  able  to 
overcome  grades  of  275  feet,  and  curves  of  300 
feet  radius,  he  was  to  have  100  shares  or  SIO.OOO 
of  the  capital  stock  of  the  company.  Under  this 
agreement  the  plaintiff  went  on,  oversaw  the  build- 
ing of  the  locomotives,  &.C.,  and  received  his  sal- 
ary. But  the  Company  afterwards  determined 
to  build  a  road  having  no  higher  grades  than  80 
feet,  and  consequently  did  nid  not  use  the  plain- 
tiff"'s  machines,  and  they  say  that  they  did  not 
agee  that  they  would  use  them,  or  to  give  him 
the  S10,000  of  the  stock  unless  they  did  use  them. 
The  stock  was  proved  to  be  worth  77  or  78  per 
cent. 

Verdict  in  favor  of  the  plaintiff  for  S8,633  33, 
including  intoress. 

Pacific  Aallroad  of  Texas. 

Every  body,  we  suppose,  has  heard  oC  the  great 
Pacific  Railroad  scheme  of  Texas,  to  which  that 
State  was  to  give  unnumbered  acres  of  her  soil — 
providing  always  the  road  be  built.  The  aspirants 
for  this  scheme,  and  its  perquisites,  are  the  Hon. 
R.  J.  Walker  and  his  associates.  As  a  condition 
precedent,  the  State  requires  a  deposit  in  her 
treasury  of  S300,000,  as  a  guarantee  that  the  par- 
ty who  undertakes  the  road  shall  build  50  miles 
within  18  months,  for  the  purpose  of  proving  that 
he.is  somebody ;  then  the  8300,000  are  to  be  re- 
turned. To  make  the  necessary  deposit  Mr,  Walk- 
er] and  his  associates  are  reported  to  have  sent 
in  $300,000  of  the  stock  of  the  "Sussex  Iron  Com- 
pany of  ytw  Jersey."  The  Governor  of  the  State 
objects  to  the  sufficiency  of  the  deposit;  but  it  is 
stated  that  the  Treasurer  has  taken  it,  claiming  to 
be  the  person  to  decide.  In  reference  to  this 
matter  the  Houston  Star  says:  .;      "  . 

There  seems  to  be  any  amount  of  JQggliog  at 
Austin  about  the  $300,000  deposit  by  Messrs. 
Walker,  King  and  Co.  On  the  21st.  ult.  Mr.  Han- 
cock deposited  20,000  shares  of  $12  60  each  in  the 
Sussex  Iron  Company,  a  corporation  existing 
somewhere  "Down  East,"  whose  stock,  Hon.  G. 
M.  Dallas,  Chancellor  Kent  and  Gov.  Rodman,  of 
New  Jersey,  certify  is  at  par.  Governor  Pease 
promptly  rejected  the  stock  as  insufficient.    But 
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Mr.  Raymond,  the  Treasurcr,,deenjing  himself  the 
only  proper  judge  of  that  question,  accepts  it. 

Per  contra,  the  Galveston  News  : 

No  explanation  whatever  was  given  of  the  char- 
acter of  the  money  tendered.  "We  have,  however, 
learned,  on  what  wo  believe  to  bo  good  authori- 
ty, that  the  tender  was  made  in  the  paper  of  a 
bank  created  expressly  for  the  purpose,  somcwliere 
in  Tennessee,  under  tLe  free  banking  law  of  that 
State.  The  amount  of  just  S300 ,000  of  the  new 
money  was  issued  and  S2i'8,000  of  it  sent  to  be 
di'posited  in  thcState  treasury,  the  other  S2,000 
being  retained  for  circulalion,  which,  of  course, 
could  bo  easily  kept  at  par.  The  enormous  sum 
of  two  thousand  dollars  in  gold  and  silver  was 
therefore  raised  and  tendered  to  make  up  the 
$300,000. 

We  shall  probably  have  to  await  the  ofhcial  re- 
turns to  find  out  how  matters  arc.  We  hoped 
Mr.  Walker  would  have  laid  down  the  dollars,  and 
that  ho  would  have  built  the  road  in  the  same 
manner.  Cash  is  an  excellent  article  to  send  to 
Texas,  especially  if  building  railroads  be  the  ob- 
ject. We  fear  Texas  must  have  a  few  more  wings 
liberated  from  their  chrysalis  State  before  she 
can  make  any  very  successful  attempts  at  soaring. 


Aiuertean  Railroad  Journal. 

Saturday.  NoTcmber  /35,  1854. 

Railway  Blorala  and.Rrilvray  Policy. 

We  commence  this  week  the  publication  of  an 
article  oa  Railway  Morals  and  Railway  Policy, 
copied  from  the  Edinburgh  Rcviac.  We  have  al- 
so prepared  an  article  ourselves,  upon  the  same 
subject,  which  we  shall  continue  in  our  next  num- 
ber. The  necessity  for  reform  in  important  par- 
ticulars, united  with  the  tender  state  of  the  public 
mind  in  refcrenct^to  railway  property,  and  railway 
management,  renders  the  present  a  peculiarly  aj)- 
propriatc  time  for  the  discussion  of  the  above  sub- 
jects. In  the  hey-day  of  prosperity,  the  difficulty 
is  in  getting  people  to  listen  to  any  proposition  for 
improved  management  of  railroads.  They  arc 
now  in  the  proper  mood.  Wc  do  not  intend  to  suf- 
fer the  present  opportunity  to  pass  without  mak- 
ing the  most  of  it.  Our  readers  must  excuse  our 
running  this  week  almost  entirely  upon  one  subject. 


Railroads  Completed. 

Among  the  important  lincsof  railroad  that  have 
been  opened  within  a  few  days,  is  the  Ohio  Cen- 
tral, from  Za"esvillc  to  Wheeling,  79j^  miles;  the 
Ohio  and  Indiana,  for  its  entire  length  from  Crest- 
tine,  on  the  Ohio  and  Ponnsj  Ivania  and  Cleveland 
and  Colurabas  railroads,  to  Fort  Wayne,  131 
miles;  and  the  extension  of  the  Galena  and  Chi- 
cago, from  Frccport  to  Galena  (built  by  the  Illi- 
nois Central  Railroad  Company,)  a  distance  of  62 
miles.  The  Southern  Division  of  the  Illinois  Cen- 
tral railroad  is  completed  to  a  junction  with  the 
Ohio  and  Mississippi,  forming  a  continuous  line  of 
railroad  from  St.  Louis  to  Cairo.  Tho  Evan-Tville 
and  Illinois  railroad  is  on  tho  evo  of  being  com. 
pleted  to  Terre  Uaute,  which  will  carry  the  Indi- 
ana system  of  railroads  to  the  southwesturn  cor- 
ner «f  tho  State.  The  above  openings  will  add 
•very  largely  to  the  area  of  country  opened  up  to 
railroads,  and  to  tho  convenience  of  the  commer- 
cial and  travelling  public. 


Tli«  Earning*  of  Railroads 

for  October,  as  far  as  received,  have  been  as  fol- 
lows: 


October,  1854. 

Baltimore  and  Ohio S323,135 

Clevel'd,  Columbus  &  Cin. . .  122,019 

Cleveland  and  Pittsburg ... .  54,149 

Clevel'd,  Penn.  &  AshUbula.  89,003 

Cincin'i,  Ham.  «fc  Dayton 43,616 

Chicago  and  Rock  Island,. . .  176,221 

Cleveland  and  Toledo 85,079 

Chicago  and  Mississippi 141,600 

Galena  and  Chicago 183,043 

Harlem 106,465 

HudsonRiver 160,642 

Michigan  Central 267,679 

Michg'n  South.  &  North.  Ind.  286,377 

Milwaukie  and  Mississippi..  76,674 

Macon  and  Western 23,206 

New  York  Central 638,768 

Norwich  and  Worcester 29,325 

Ohio  Central 43,616 

[ndianaiMlis  and  Cincinnati.  u3,943 

Ohio  and  Pennsylvania 142,463 

Terre  Haute  &  Indianapolis.  26,614 


1863. 

$267,863 

113,322 

44,324 

61,674 

38,086 

67,697 

58,253 

New. 

99,397 

90,008 

163,268 

200,163 

220  804 

45,377 

27,347 

550,206 

31,867 

12,872 

New. 

84,039 

16.867 


Total  21  roads 3,052,156      1,973,423 

Deducting  $175,443  for  the  earnings  of  two  new 
roads,  leaves  $!;,876,770  as  the  earnings  for  Octo- 
ber, against  $1,973,943  for  October,  1853;  show- 
ing an  increaso  of  $903,340  over  the  past  year ;  a 
rate  of  increase  equal  to  nearly  50  per  cent. 
Inilianapplis  and  Cincinnati  Railroad. 
Tno  receipts  of  this  readier  the  month  of  Octo- 
ber are  as  follows  : 

From  pas-sengers $18  557  88 

From  freight 14,824  36 

From  Mail 562  50 


The  earnings  of  the  Watertown  and  Rome  Rail- 
road for  October  were  : 


1853. 

Passengers $16,742  67 

Freights 2i,096  41 

Other  sources 1,246  85 


1854. 
$16,728  31 
27,260  48 
1,146  83 


$33,944  73 
New  York  Central  Railroad. 
The  following  is  a  comparative  statement  of 
tliis  road  for  October : 

Passengers.         Freight.  Tot^l. 

1854...  $376,321  63      $265,203  76    $640,685  28 
1853...   371,822  06       217,682  91       688,801  97 


Incrciise    $3,989  47       $47,730  84      $51,720  31 
Androscoggin  and  Kennebec  Railroad. 
Comparative  exhibit  of  the  earnings  of   the 
road,  for  four  months  in  1853  and  1864  : 


1863. 

June $11,463  45 

July 13,831  81 

August 15,888  67 

September 15,143  72 


1354. 

$15,088  91 

16,090  91 

18,542  09 

19,583  02 


$56,317  66        $68,261  93 
Increase  21  1-2  jjer  cent. 

Tho  earnings  of  the   Michigan   Southern  and 

Northern  Indiana  Railroad,  for  the  first  two  weeks 

of  this  mouth,  as  compared  with  last  year,  are  as 

follows : 

Pas.sengers.    Freight.         Total. 

1851 $81,400  00    $31,089    $152,489  00 

1853 48,34184      23,302         71,616  81 


iDcrciiso $40,812  16 

The  earnings  of  the  Michigan  Cei.tral  Railroad 
Company  for  the  second  week  of  November,  1854, 
were 

Passengers.        Freight.  Total. 

1854 $28,703  29    $30,780  22    $59,433  51 

1853 14,166  72       17,233  49       31,400  21 


Total $42,085  96        $46,075  12 

Increase $2,989  18 

The  receipts  of  the  Cleveland,  Columbus  and 
Cincinnati  Railroad  fur  the  mouth  of  October  last 

were $122,019  68 

For  October,  185341 113,897  08 


Increase $8,122  60 

The  r«ceipts  of  the  Cleveland,  Painesville  and 

Ashtabula  Railroad  for  October,  1854,  were 

-      -j         ■'     »89,603  32 
October,  1863.. 61,764  43 


Increase $27,838  89 

Railrond   l-cttlnga. 

Wo  invite  attention  to  the  advertisement  of  let- 
ting on  tho  Alabama  and  Florida  Railroad,  now 
in  i)rogress  from  Montgomery  to  Pensacola.  The 
route  is  through  a  health  country,  where  provi- 
sions and  labor  are  cheay,  and  the  company  of- 
fer good  pay.    -        .•    •       I''         ■;>'•••'. 


Election. 

Hon.  W.  S.  Ashk  has  been  elected  President  of 
the  Wilmington  and  Raleigh  Railroad  Company. 


Increase.  $14,536  67     $13,490  73     $28,033  30 

The  earnings  of  the  Erie  R.  R.  tor  the  month  of 

October,  1854,  were $541,429  07 

Earnings  for  October,  1863 539,676  18 


Increase $1,763  89 


1855 

Will  be  the  TWENTY  FOURTH  year  of  the  exis- 
tence of  the  American  Railroad  Journal.  The 
present,  thanks  to  our  kind  friends,  has  been  its 
most  prosperous  year.  During  the  regime  of  its 
present 'Editor,  nearly  five  years,  its  circulation 
has  more  than  quadrupled,  and  the  number  of  its 
weekly  readers  now  exceeds  thirty  thousand,  com- 
posed of  all  the  principal  Railroad  men  in  the 
country.  By  railroad  men  we  mean  the  stock- 
holders, directors,  presidentfi,  secretaries,  treasur- 
ers, engineers,  machinists,  capitalists,  brokers,  maL- 
ufacturers  of  equipment  of  all  kinds,  inventors  of 
railway  improvements,  whether  in  the  construction 
or  managementdepartments, contractors  and  states- 
man ;  all  these  arc  specially  interested  in  the  mat- 
ter contained  in  a  good  railroad  paper.  They 
wish  to  keep  themselves  posted  with  regard  to 
what  is  going  on  in  the  way  of  construction, 
earnings  and  ex^^enditures.  .        -;     .  ; 

We  shall  soon  send  our  bills  fur  arrearages  due 
from  old  subscribers,  and  we  have  made  arrange- 
ments to  send  with  the  first  number  in  January 
next,  a  copy  of  our  new  railroad  map,  fully  cor 
rected  to  the  first  of  the  year  1855,  to  each  of  our 
subscribers  who  has  paid  up  for  the  current  year. 
We  are  now  amending  our  stock  and  bond  list 
which  will  appear,  fully  corrected,  ou  the  first  of 
January.  It  will  show  the  est,  indebtedness, 
earnings,  dividends,  value  of  shares  and  amount, 
date  of,  maturity  and  market  value  of  all  the 
bonds  issued  by  the  Railroads  in  the  United  States 
and  Canada. 

The  editorial  department  of  the  Journal  will 
undergo  no  charge  fur  the  worse  but  will  contin- 
ue under  the  same  management  which  has  proved 
so  successful  in  the  past  and  which  we  trust  is  the 
best  guarantee  of  success  in  the  future.  . .     ^,.. 


Hempfleld   Railroad. 

The  Alonongohola  Republican  says:  "Things 
seem  to  be  moving  again  ou  the  Uempfield  Rail- 
road. We  understand  Mr.  Fox  is  commencing 
work  on  the  tunnel  near  Torrences',  and  there  is 
a  prospect  of  the  work  going  vigorously  rforward. 
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IC»llway  Jiloxals  »ud  ilall^iiray  Poliejr. 

We  copy,  on  another  page  of  the  Journal,  an  ar- 
ticle upon  the  railway  morals  and  railway  policy 
of  Great  Britain.  It  is  undoubtedly  a  truthful 
picture  uf  the  condition  and  management  of  rail- 
way property  in  that  country.  As  far  as  there  is 
a  parallelism  between  the  manner  in  which  the 
railways  of  the  two  countries  are  conducted,  the 
article  may  be  studied  with  as  much  profit  by  our 
own  people  as  those  to  whom  it  is  directly  ad- 
dressed. We  copy  it  for  the  additional  object  of 
seeing  how  far  this  parallelism  holds  good,  and  as 
a  means  of  obtaining  a  more  correct  view  of  the 
policy  and  management  which  prevails  in  this 
country,  and  of  the  condition  and  prospects  of  our 
railroads.  7    - 

We  would  remark,  in  the  outset,  that  the  article 
quoted  appears  to  us  to  touch  only  upon  a  part, 
and  perhaps  upon  the  least  important  of  the  mis- 
takes and  misconduct  from  which  railways  have 
suffered.  It  is  an  able  statement  of  the  present 
condition  of  railway  aftairs;  but  it  only  partially 
explains  the  causes,  while  it  hardly  suggests  a  re- 
medy, for  the  abuses  which  are  shown  to  exist. 
From  the  article,  it  would  seem  that  English  rail- 
roads have  suffered  most  from  branches,  or  exten- 
sions of  the  trunk  lines,  which  have  been  the  oc- 
casion of  enormous  expenditures  without  auy  use- 
ful object  or  end.  Another  great  source  of  evil  is 
Parliamentary  legislation.  Abuses  of  legislation 
in  fact,  are  the  constant  theme  of  complaint  on  the 
part  of  the  British  press,  and  undoubtedly  with 
good  reason,  as  erroneous  ideas  in  legislation  lie 
at  the  foundation  of  many  of  the  abuses  and  los- 
sei  that  have  been  suffered.  The  article  also 
fails,  in  our  judgment,  to  point  out.the  proper  rem- 
edies, mainly  for  the  reason,  we  think,  that  the 
causes  of  the  abuses  and  mistakes  are  not  correctly 
appreciated. 

But  whatever  bo  the  causes  of  the  disasters 
which  have  befallen  British  railroads,  involving  a 
loss,  variously  estimated  at  from  $350,000,000  to 
$500,000,000,  equal  to  one-half  or  two-thirds  of 
the  whole  expendituie  upon  such  works  in  this 
country,"  the  fact  stares  us  fully  in  the  face.  Are 
our  roads  in  a  similar  category  1  Is  the  vice  from 
which  the  former  have  suffered  inherent  in  the 
system,  or  peculiar  to  one  country  1  We  propose 
to  draw,  in  connection  with  the  above  article,  a 
parallel  between  the  works  of  the  two  countries 
for  the  purpose  of  showing  how  far  we  arc  suflfcr- 
ing  from  the  influence  of  similar  causes,  as  well  as 
to  point  out  if  possible  the  appropriate  remedy. 

We  commence  with  a  comparative  review  of  the 
Legislation  of  the  two  countries.  As  already 
stated  the  wrongs  inflicted  upon  railways  by  a 
partial,  unwise,  and  unjust  system  of  legislation  is 
regarded  in  England  as  one  of  the  great  sources 
of  the  evils  suffered.  What  this  legislation  is, 
was  well  stated  by  Mr.  Robert  Stephenson,  (him- 
self a  member  of  Parliament,)  in  a  speech  made 
when  in  this  country  to  the  citizens  of  Toronto, 
from  which  wc  extract  as  follows. 

"In  the  various  railway  struggles,  the  commit- 
tees of  Parliament  look  into  consideration  not 
what  was  right  nor  what  was  wrong,  but  entered 
inio  consideraiions  entirely  subsidiary,  and  not  at 
all  connected  with  the  profits  of  the  lines,  nor  the 
necessity  for  making  them.  The  consequence  was 
that  the  committees  sometimes  decided  upon  dif- 
ferent lines  upon  reasons  entirely  apart  from  their 
real  merits  or  the  scientific  questions  involved  in 
tb«  4et»Us.  There  was  one  district  through  which 


it  was  proposed  to  run  two  lines,  and  there  was  no 
other  difficulty  between  them  than  the  simple 
rivalry,  that,  iiouc  got  a  charter,  the  other  might 
also.  But  here,  where  the  Committee  might  have 
given  both,  they  gave  neither.  In  another  in- 
stance, two  lines  were  projected  through  a  barren 
country,  and  the  Committee  gave  tho  one  which 
afforded  the  least  accommodation  to  the  public. 
In  another,  where  a  line  was  to  be  run  merely  to 
shorten  the  lime  by  a  few  minutes,  leading 
through  a  mountainous  country,  the  Committee 
gave  both ;  so  that,  where  tho  Company  might 
have  given  both,  they  gave  neither;— and  where 
they  should  have  given  neither,  they  gave  both. 
Such  a  spcci«s  of  legislation  was  faulty,  and  he 
hoped  it  would  not  be  imitated  in  this  country. 
There  was,  indeed,  a  Committee  sitting  in  Eng- 
land, the  attention  of  which  ho  had  called  to  these 
facts.  After  lines  were  granted,  the  comp<aition 
which  began  within  the  walls  of  Parliament  con- 
tinued when  the  lines  came  to  be  put  in  operation. 
He  could  say,  upon  the  authority  of  the  Board  of 
Trade,  and  from  his  own  knowledge  that,  since 
compel  ing  lines  commenced,  out  of  300  millions 
of  pounds  exi  ended  70  liad  been  wasted  ;  that  is 
in  duplicate  lines.  But  in  order  to  mark  the  in- 
consistency of  the  procecdiugs  in  raUway  legisla- 
tion, when  tho  London  and  Birmingham  was  ask- 
ed for,  the  feasibility  of  the  route  was  doubted, 
great  dilficulties  were  suggested  as  being  in  the 
way.    Engineers  were  called  in  to  decide  every  ( '^^^  needed 


application.    Hence  the  parlianuntary  battle  upon 
every  charter  cost  all  the  way  from  £2,000  to 
£3,000,  a  sum  nearly  equal  to  tho  total  cost  of 
many  of  our  roads.     The   cost  of  the  charter,  of 
course,  magnifies  its  value.    As  soon  as  it  is  ob- 
tained, the  company  organizes  ujwn  the  most  ex- 
pensive scale,  with  enormous  salaries  paid  to  of- 
ficers, engineers,   officials,  &c.,  &c.,  salaries  for 
which  the  services  rendered  are  no  equivalent. 
The  fallacy  lies  in  attaching  a  value  to  a  mere 
right  to  construct  a  railroad.     Were  this  right  re- 
garded as  valutless,  as  is  the  right  to  build  a  ship, 
then  not  a  penny  would  be  paid  to  obtain  it,  nor 
incurred  in  the  organization  of  the  company,  nor 
wasted  in  its  operations.     The  merits  of  the  pro- 
ject would  alone  be  regarded,  and  the  means  ex- 
actly proportioned  to  the  end  to  be  accomplii>hed. 
Without  the  stimulus  of  the  advantage   that  a 
charter  is  supposed  to  confer,  few  projects  would 
be  commenced  that  did  not  promise  to  pay.  With 
entire  freedom  in  the  matter  of  the  construction 
of  rail  roads,  the  peopleof  Great  Britain  would  have 
acted  as  rationally  as  in  any  similar  cnterprize ; 
and  only  such  railways  would  have  been  built  as 
The  direction  of  their  roads  would 


puted  and  doubted,  it  was  maintained  that  the 
company  ouglit  to  prove  the  traffic  that  was  to  go 
over  it,  and  that  6  or  8  per  cent,  was  to  be  ob- 
tained upon  the  money  invested,  in  fact  a  most 
paternal  part  was  taken  in  the  project.  Before 
Parliament  granted  tho  charter,  before  the  people 
were  allowed  to  expend  their  own  money,  they 
were  here  asked  to  prove  the  traffic  and  the  pro- 
fit, and  show  a  regular  contract  to  establish,  that 
the  work  was  to  be  douc  within  the  estimate." 

He  concludes  by  urging  upon  the  Canadian  Par- 
liament to  be  wiser  than  that  of  the  mother 
country,  and  to  permit  noiie  of  the  abuses  and 
mistakes  which  have  been  followed  by  such  dis- 
astrous consequences  at  home. 

Having  shown  the  incompetency  of  the  legisla- 
ture of  his  own^country  to  direct  the  routes  and 
superintend  the  construction  of  railroads,  the  na- 
tural inference  conveyed  to  his  own  mind  should 
have  beec,  we  think,  that  all  legislatures  are 
equally  incompetent,  which  is  really  the  case. 
The  Legislature  of  Great  Britain  is  as  competent 
as  that  of  Canada,  or  the  United  States,  to  inter- 
fere in  the  construction  of  works  of  internal  im- 
provement. The  fact  is  that  none  of  them  are 
competent  to  successfully  conduct  commercial  en- 
terprises. Such  duties  do  not  come  within  the 
function  of  auy  government,  and  where  they  are 
assumed  the  result  is  always  mischief.  The  proper 
legislation  therefore  upon  all  su-.h  subjects  is  none 
at  all,  but  to  leave  the  action  of  the  people  en- 
tirely untrammelled,  as  we  think  we  can  show. 

When  tho  right  to  build  a  railroad  depends 
upon  a  special  act  of  government,  f  ueh  right  will 
always  be  regarded  as  possessing  a  value  in  itself, 
independent  of  the  work  to  be  constructed  under 
it,  and  which  of  itself  justifies  an  expenditure,  or 
a  division  of  its  value  among  the  grantees,  greater 
or  less  according  to  its  assumed  worth — expendi- 
tures or  a  division  of  value,  which  would  not  be 
for  an  instant  thought  of,  or  tolerated,  were  the 
construction  of  such  work  a  common  right,  like 
that  of  a  ship,  or  manufacturing  establishment. 
The  idea  that  a  charter  confers  a  value  is  the 
great  cause  of  the  expensive  contests,  in  the  out- 
set, before  Parliament,  to  obtain  them,  in  which 
those  who  already  possess  such,  resist  every  new 


their  cost  proportioned  to  the  business,  or  in  other 
words,  their  income.  Instead  of  such  a  result, 
acting  upon  the  idea  that  a  charkr  in  itself  pos- 
sesse  J  a  valive,  a  great  number  of  rival  roads  have 
been  built,  at  enormous  cost ;  show  ing  that  the  ten- 
dency of  all  special  legislation  is  to  aggravate  the 
very  evil  it  is  intended  to  cure.  Experience  has 
proved  that  a  railroad  charter  iu  Great  Britain  ia 
not  only  entirely  valueless,  but  \\&  possession  is  al- 
most certain  to  entail  serious  losses  ui)Ou  its  pos- 
sessors. 

The  first  great  cause  of  comi>eting  lines,  and 
extravagant  expenditures  upon  the  railways  of 
Great  Britain,  is  to  be  found  in  the  fact  that  the 
legislature  assumes  to  determine  the  routes  of  tho 
roads,  their  mode  of  construction,  and  to  designate 
the  persons  who  arc  to  have  the  privilege  of  con- 
structing them.  Tho  tendency  of  legislation  in  this 
country  is  entirely  opposite.  Taking  the  Stale  rf 
New  York  as  a  standard,  the  right  to  construct 
railroads  is  just  as  common  as  is  tho  right  to  con- 
struct ships.  Any  number  of  individuals  may 
unite  to  build  a  railroad,  where,  and  as  they 
chose;  no  matter  how  many  other  roads  are 
built  having  the  same  direction  and  objects. 
There  are  two  roads  from  the  City  of  New  York  to 
Albany.  A  dozen  more  may  hi  built,  if  there  are 
fools  enough  to  construct  them.  The  Government 
neither  confers  special  privileges,  nor  does  it  as- 
sume to  act  as  conseivator  of  individual  interests. 
It  does  not  interfere  to  prevent  a  man  from  mak- 
ing what  appears  to  be  a  bad  investment.  The 
result  is  that  having  the  right  to  build  railroads 
when,  and  where  they  choose,  people  cannot  be 
driven  to  act  precipitately,  which  they  often  do, 
when  acting  under  a  special  charter,  the  rights 
which  it  confers  being  often  forfeited  by  lapse  of 
time.  When  they  commence  the  construction  of 
a  road,  they  see  that  their  only  safety  lies  in  plac- 
ing it  upon^the  best  route,  and  building  it  at  the 
lowest  possible  cost,  as  the  only  means  of  protect- 
ing their  investment ;  as  mistakes  in  either  parti- 
cular will  be  sure  to  be  corrected  by  another  com- 
pany, which  will  thus  be  able  to  maintain  a  suc- 
cessful competition.  With  perfect  freedom  there- 


thing  in  opposition  to  it ;    the  estimates  were  dis-  have  been  suited  to  the  public  convenience,  and     i 
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fore  in  the  matter  of  railroad  coustruction,  the 
Jirst  road  is  pretty  certain  to  be  built  with  re- 
ference to  the  public  wants,  and  at  the  lowest 
cost,  which  precludes  the  necessity  for  more  than 
one,  where  with  special  charters  there  would  cer- 
tainly be  tico.  Our  view  of  the  case  is,  we  con- 
tend, not  only  supported  by  sound  reasoning,  but 
is  proved  by  the  experience  of  this  country, 
where  with  the  most  liberal  legislation,  we  Have 
but  few  competing  roads. 

To  cease  to  legislate  at  all  upon  the  subject  of 
railroads  will,  in  England,  be  thought  to  be  a  sin- 
gular remedy  for  abuses  of  legislation,  we  have  no 
doubt.  But  why  not  the  proper  onol  Would 
EiigHshmeu  think  commerce  would  be  the  gainer 
by  having  Parliament  yearly  designate  the  num- 
ber of  ships  that  should  be  built  and  who  should 
have  the  privilege  of  building  them  1  Would  not 
they  say,  "we  know  better  what  we  want  than  a 
body  of  men  who  have  no  experience  nor  interest 
iu  commercial  affairs "?"  Should  government  as- 
sume to  interfere  ia  reference  to  ships  as  it  does  in 
reference  to  railroads,  could  a  proper  harmony 
be  preserved  between  the  wants  of  the  public,  and 
the  means  by  which  they  are  met"?  Would  not 
those  who  tirst  got  the  right  to  build  ships,  think 
they  bad  secured  a  valuable  boon,  and  would  they 
not  be  the  less  cjireful  about  their  construction, 
and  the  economy  with  which  they  were 
built,  than  without  such  supposed  boon,  or 
protection  1  Would  they  not  find  iu  it  an  excuse 
for  extravagance  and  inattention  ?  Is  nut  this  al- 
ways the  case  in  similar  matters  ?  Does  any  bu- 
siness pay  ia  the  long  run  that  is  not  conducted 
with  express  reference  to  the  end  to  be  gained? 
Would  not  outsiders  thinking  favored  ones  had 
secured  some  great  advantage,  besiege  Parliament 
for  similar  grants  ?  Having  justice  on  their  side 
they  would  in  the  ond  be  sure  to  triumph,  though 
at  great  cost  to  both  parties.  As  soon  as  the  lat- 
ter had  succeeded  in  securing  their  rights,  would 
they  not  fall  into  the  same  indifference  and  axtra- 
vagauce  as  their  predecessors ;  and  would  not  the 
result  be  that  in  the  end  there  would  be  twice  as 
many  ships  as  would  be  wanted,  and  would  not 
those  that  were  built  be  both  costly,  and  badly 
managed,  and  but  poorly  adapted  to  the  wants  of 
commerce,  and  the  ships  themselves  turn  out  to  be 
ruinous  investments  1  We  think  there  is  no  one 
that  will  not  assent  to  the  above  proposition.  If 
it  be  correct,  is  not  legislation  just  as  inappropri- 
ate in  reference  to  the  construction  of  railroads 
as  it  is  in  reference  to  the  construction  of 
ships  1 

In  the  United  States  we  have  little  to  com- 
plain of  on  the  score  of  legislation.  Iu  this  respect 
consequently  the  parallel  between  the  two  coun- 
tries does  not  hold.  If  Englishmen  suffer  from 
this  cause,  our  people  do  not.  We  believe  in  the 
inherent  nicapacity  of  legislatures  to  direct  or 
conduct  successfully,  any  commercial  enterprize. 
The  remedy  for  legislative  abuses  is  not  more 
legislation,  but  in  none  at  all.  It  is  all  bad.  The 
mistake  consists  in  supposing  that  legislatures  can 
be  rendered  competent.  The  thing  is  impossible. 
No  legislative  wisdom  is  a  match  for  the  instinct 
of  self-interest  on  the  part  of  the  individual.  The 
more  our  English  brethren  trust  to  legislation,  the 
more  involved  in  difficulties  will  they  become. 
The  remedy  they  seek  has  caused  the  disease,  and 
will  only  agfravate  the  case. 


As  a  result  of  our  non-legislative  policy,  the 
railway  interest  of  this  country  has,  in  the  aggre- 
gate, suffered  only  slightly  from  branch,  or  com- 
peting roads,  which  have  so  reduced  the  value  of 
railway  property  in  Qreat  Britain.  There  is  an- 
other reason  why  we  are  without  them,  and  this 
is,  that  most  of  the  States  have  not  reached  that 
stage  in  the  progress  of  railways  in  which  the  ten- 
dency to  branch,  or  competing  lines,  manifests  it- 
self; they  have  not  yet  got  through  with  their 
trunk  lines.  That  a  tendency  to  excess  will  mani- 
fest itself  in  railways,  as  it  does  in  every  pursuit, 
there  is  no  doubt.  But  there  is  no  reason  for  be- 
lieving, with  a  healthy  sentiment  prevailing,  that 
this  tendency  should  be  more  strongly  felt  iu  the 
construction  of  railroads,  than  ships.  In  no  de- 
partment of  industry  can  supply  and  demand  be 
made  to  exactly  harmonize.  But  occasional  over- 
production does  not  prove  that  the  particular 
branch  of  industry  in  which  such  excess  occurs  is 
not  in  the  main,  profitable. 

We  think  we  have  indicated  the  germ  from 
which  sprung  many  of  the  disasters  which  Eng- 
lish railroads  have  suffered.  We  think  that  should 
a  government  attempt  to  control  the  construction 
of  ships,  the  result  would  be  what  we  have  seen 
it  to  be  in  the  case  of  railroads ;  and  we  do  not 
believe  that  subjected  to  tha  same  law  by  which 
other  commercial  enterprizes  are  ^controlled,  the  j 
construction.of  these  works  would  be  pushed  to 
an  extravagant  and  injurious  excess.  We  cannot 
see  why  this  should  be  the  case.  We  do  not  see 
any  necessity  why  men,  wiser  in  other  matters, 
should  lose  their  capacity  the  moment  they  take 
up  a  railroad.  The  fault  is  not  in  the  works  them- 
selves, but  in  erroneous  principles  which  control 
their  construction. 

Although  from  a  more  correct  system  of  legis- 
lation the  railroads  of  this  country  are  mainly  free 
from  many  the  abuses  from  which  English  rail- 
roads have  suffered,  this  fact  by  no  means  proves 
that  railroad  property  in  this  country  is  not  iu 
jeopardy  from  the  operation  of  other  causes  com- 
mon to  the  systems  of  both  countries,  the  most 
important  of  which  is  the  inability  of  stock  and 
bond  holders  to  e.tcrcisc  a  personal  oversight  of  the 
expenditure  of  their  money. 

We  will  illustrate  this  point.      •       ■'•'.      ■  . ! 

We  will  take  for  this  purpose  a  railroad  in  an 
agricultural  district — the  Syracuse  and  Bingham- 
ton — as  a  good  case  in  point.  This  road  of  80 
miles  was  built  at  a  cost,  say,  of  $1,600,000.  One 
half  of  this  sum  was  furnished  by  some  2,000 
stockholders  living  on  the  line  of  the  road.  The 
work  went  forward  under  the  daily  inspection  of 
nearly  every  stockholder — ninety-nine  out  of 
every  hundred  of  whom  had  a  pretty  correct  idea 
of  the  cost  of  the  various  items  of  construction. — 
As  they  furnished  the  means  to  build  the  road, 
every  penny  lost  was  so  much  out  of  their  own 
pockets.  Every  stockholder,  consequently, watch- 
ed every  movement  of  the  directors  as  if  they  were 
men  in  bis  employ.  Constituting  a  vigilance  com- 
mittee of  two  thousand,  under  their  supervision, 
it  was  impossible  that  anything  abuse  like  could  be 
practised  without  being  exposed.  The  fact  that 
so  large  a  body  of  men  were  interested,  carries  in 
favor  of  the  road  the  whole  sentiment  of  the  com- 
munity, so  that  no  person  would  be  tolerated  in 
asking  a  greater  sum  for  land,  or  material,  than  its 
loicesi  cash  valuo,    A  whole  people  in  this  way  be- 


came co-laborers  to  the  same  end.  The  result 
was,  the  road  stands  the  stockholders  at  its  actual 
cost.  Now  let  us  suppose  a  party  of  capitalists 
from  New  York  had  undertaken  to  bu41d  the  road. 
None  but  themselves  would  have  felt  any  interest 
in  the  result.  The  object  of  their  immediate  em- 
ployees would  be  to  get  the  most  money  for  the 
least  service,  and  to  prolong  the  work  as  much 
as  possible,  as  a  means  of  keeping  in  employ. 
As  they  would  be  far  removed  from  the  eye  of  the 
owners  of  the  road,  they  would  naturally  and  in- 
evitably give  way  to  the  universal  tendency  to 
indolence,  inattention  and  prodigality.  And  how 
would  it  be  with  the  people  on  the  line  1  Seeing 
that  it  was  certain  to  be  constructed,  their  senti- 
ments in  reference  to  it  would  undergo  a  complete 
change.  Instead  of  doing  everything  in  their 
power  to  aid  it,  they  do  everything  to  embarrass 
the  operations  of  the  company, provided  by  doing  so 
they  can  make  money  out  of  them,  by  demanding 
exorbitant  sums  for  what,  under  a  different  mode 
of  construction,  they  would  have  cheerfully  fur- 
nished gratuitously,  or  at  low  cost.  The  result 
would  be  that  tie  road  would  cost  $40,000  instead 
S20,000  per  mile.  It  would  be  easy  to  refer  to 
illustrations  of  our  statements,  to  roads  that  have 
cost  $40,000,  which  might  have  been  built  for  less 
than  the  Syracuse  and  Binghamton,  but  which 
excess  is  entirely  due  to  the  causes  stated. 

Here  then  is  one  explanation  of  the  great  waste 
of  money  in  railroad  construction,  in  this  country, 
as  in  Great  Britain.  It  is  expended  by  parties 
who  have  no  interest  in  the  result,  and  beyond  the 
inspection  and  observation  of  those  who  supply  it. 
No  corrective  of  extravagance,  or  imposition,  in 
the  shape  of  careful,  intelligent  and  shrewd  stock- 
holders to  watch  the  expenditure  of  every  penny, 
and  the  habits  and  capacity  of  every  person  em- 
ployed, who  stand  ready  to  expose  and  correct 
every  abuse  that  is  discovered.  The  parties  in  in- 
terest may  be  a  thousand  .miles  from  the  theatre 
of  the  operations  of  the  company  ; — busy  in  their 
counting-rooms,  and  in  their  ordinary  avocations  i 
and  the  only  time  they  direct  a  thought  to  their 
road,  is  when  called  upon  for  installments  on  their 
subscriptions. 

No  one  will  deny  that  we  have  correctly   de- 
scribed the  causesof  thedifference  between  the  cost 
of  a  road  built  by  parties  living  upon  its  line.whose 
position  gives  them  an  opportunity  to  oversee  the 
expenditure,  and  roads  built  by  parties  living  at  a 
distance.     In  the  one  case  the    road    is    built 
at  the  lowest  possible  cost.     In  the  other  at  per- 
haps twice  its  cost.     We  ask  whether  similar  re- 
sults do  not  follow  similar  premises  in  every  de- 
partment of  industry  1    No  business  is  ever  profit- 
able unless  under  the  most  careful  supervision  of  _ 
the  parties  in  interest.     Such  a  relation  is  neces- '. 
sary  to  success  in  all  cases.     Suppose  a  manufac-  , 
turer  of  Steam  Engines,  living  in  New  York,  to 
carry  on  his  business  at  Chicago  by  means  of 
agents,  of  whoso  capacity  and  honesty  he  knows  . 
nothing,  and  who  gives  no  other  attention  to  bis 
establishment  than  to  pay  the  calls  of  his  agents 
for  money.    Would  such  a  person  succeed  against  ■ 
the  competition  of  parties  who  take  the  immediate 
supervision  of  their  affairs  1 — the  question  does  not 
require  an  answer.     Now  railroads  are  precisely  ' 
like  any  other  commercial  and  manufacturing  en- 
terprize.    To  ensure  success  the  same  training  in-  /^ 
telligence,  capacity  and  attention  is  neQessary,and  : 
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eminect  success  is  nerer  achieved  ia  any  depart- 
ment of  industry,  without  the  possession  and  exer- 
cise of  all  these  qualities. 

In  the  management  of  railroads  people  fall  into 
an  error  in  supposing  that  their  affairs  can  be  con- 
ducted in  the  same  manner  as  those  of  other  com- 
panies. As  Banking  and  manufacturing  establish- 
ments preceeded  railroads,  the  mode  of  operat- 
ting  of  the  former  have  been  transferred  to  the 
latter,  and  as  the  former  have  been  usually  suc- 
cessful, it  was  supposed  that  the  latter,  under  a 
similar  administration,  would  be  equally  so.  Here 
is  a  grand  mistake  from  which  railroads  have  suf- 
fered. The  duties  of  most  agents  and  employees 
in  banking  and  manufacturing  establishments  are 
merely  ministerial,  involving  only  a  slight  exercise 
of  skill  or  discretion.  The  only  way  an  employee 
in  a  Bank  can  make  way  with  the  funds  of  the 
institution,  is  to  steal  them.  He  has  certain  du- 
ties to  perform,  which  cannot  be  shirked,  nor  done 
only  in  th«  proper  manner,  without  his  being  ex- 
posed. The  same  is  the  case  in  manufacturing 
establishments,  with  this  difference,  that  in  most  of 
such,  ihapuy  of  the  employee,  or  operative,  is  in 
proportion  to  the  labor  he  performs.  But  to  per- 
form in  a  proper  manner  the  simiilest  duty  on  a 
railroad,  requires  training,  skill,  constant  attention 
and  watchfulness,  and  integrity.  The  track  of 
the  road  mut>t  be  maintained  in  perfect  order,  or 
an  accident  involving  the  destruction  of  life  and 
property  is  inevitable.  The  engine  driver  should 
be  thoroughly  versed  in  physics,  to  understand  the 
qualities  and  the  capacity  of  matter  for  the  service 
it  is  called  upon  to  perform.  He  is  constantly 
working  the  material,  of  which  his  engine,  and 
the  superstructure  of  the  road  is  composed,  very 
nearly  up  to  the  limit  of  its  capacity  for  resistance. 
If  he  pass  the  boundary,  he  destroys  both.  The 
locomotive  is  a  most  complicated  machine,  which, 
with  indifferent  management  may  bo  destroyed 
in  a  few  months,  but  in  the  hands  of  a  competent 
person,  will  last  as  many  years.  There  is  hardly 
a  person  employed  by  any  company  in  whose  ca- 
pacity and  integrity  the  safety  of  a  large  amount 
of  property  is  not  involved.  Even  when  there  is 
a  disposition  on  the  part  of  the  servants  of  a  com- 
pany to  discharge  their  duties,  the  want  of  capa- 
city may  be  fatal  to  success.  When  we  ascend 
from  the  mere  details  of  operating  a  railroad,  the 
highest  order  of  ability  is  necessary  to  conduct 
the  relations  that  the  road  sustains  to  the  public ; 
to  develop  its  business;  to  inspire  and  maintain 
the  general  confidence  in  the  value  of  its  securi- 
ties. The  success  of  a  railroad  may  depend  upon 
the  popular  estimation  in  which  it  is  held ;  especial- 
ly when  it  requires  the  popular  support  in  the 
matter  of  its  finances. 

Qualities,  therefore,  fitted  to  conduct  successful- 
ly a  Banking  or  Manufacturing  establishment, 
m»y  be  entirely  inadequate  to  the  superinten- 
dence of  a  Railroad.  To  be  fitted  for  filling  the 
place  of  President  of  a  road,  requires  experience 
and  ability  in  financial  afi'airs;  a  thorough  knenl- 
ege  of  the  operations  of  Railroads,  of  the  cost  of 
transportation  of  the  different  classes  of  passen- 
gers and  freight,  and  of  the  route  and  tendency 
of  trade  and  commerce.  He  must  be  able  to  form 
au  accurate  judgment  of  all  the  employees  on  the 
road.  He  must  possess  great  administrative  tal- 
ent, and  command  tha  obedience  and  respect  of 
all  his  subordinates.    The  Soperintendent  should 


have  all  the  qualities  last  described,  and  an  inti 
mate  and  practical  acquaintance  with  every 
branch  of  service  on  the  load.  All  the  subordi- 
nates should  be  men  of  integrity,  industry  and  ex- 
perience in  their  duties,  and  of  more  than  ordina- 
ry capacitv,as  the  humblest  employee  on  a  road  fills 
a  place  when  a  defective  judgment,  or  unfitness 
for  his  duties  may  cost  the  company  fifty  times  his 
wages. 

We  have  described  tl  e  requisites  to  the  pro- 
per management  of  a  Railroad.  We  should  like 
to  be  shown  a  company  where  they  are  possessed 
even  in  a  tolerable  degree.  We  should  like  to  be 
shown  a  road  where  a  majority  of  the  persons  em" 
ployed  were  selected  for  the  qualities  they  pos- 
sessed. It  too  often  happens  that  the  leading  of 
ficers  on  roads  seek  their  places,  not  for  the  pur- 
pose of  advancing  the  interests  of  the  Company, 
but  of  promoting  private  ends.  The  subordinates 
are  the  proteges  of  rich  stockholders,  whose  wish- 
es the  President  or  superintendant  has  not  the 
firmness  to  resist,  or  whose  good  will  it  is  desir- 
able to  secure  against  the  next  election.  So  little 
are  the  qualifications  necessary  to  fit  a  man  to  be 
useful  on  a  railroad  understood,  that  large  holders 
of  the  stock  and  securities  of  a  company,  will  so- 
licit places  in  it  for  friends  or  dependants,  in  cases, 
where  the  harm  that  such  a  person  may  do  to  the 
Company,  will  cost  the  very  persons  who  secured 
to  him  his  place  more  than  it  would  to  support 
him  out  of  their  own  purse.  {     ,: 

We  are   particular  to  enumerate  the  qualifica- 
tions necessary  to  be  possessed  by  the  managers 
and  employees  of  a  well  conducted  railroad,  for  the 
purpose  of  showing  that  because  a  man  has  earn- 
ed a  good  reputation  as  a  lawyer,  merchant,  doc- 
tor, farmer,  or  banker,  it  is  no  evidence  that  he  is 
fit  to  take  charge  of  a  Railroad.     And  here  is  one 
of  the  weak  spots  in   the   system.     An   eminent 
banker,  for  example,  is  placed  at  the   head   of  a 
Railroad.     The  public  are  in   an  estacy  of  satis- 
faction that  so  distinguished   a   men   has   taken 
charge  of  their  favorite  enterprise.     Everything 
will  go  on  well  hereafter.     "Hon.  Mr.   So-and-So's 
previous  honorable  and   successful   career   is  full 
guarantee  for  the  success  of  the  road."     Of  course 
such  a  man  is  allowed  full   swing.     Hon.  Mr.    So- 
and-so  is  a  very   upright  man  who  has  made  a 
huge  fortune  by  operating  in  stocks."    But  the 
operating  a  Railroad  is  as  great  a  mystery  to  him 
as  would  be  a  table  for  the  calculations  of  "  em- 
bankments and  excavations/'    If  money  is  wanted 
he  can  supply  it,  which  is  all  he  is   fitted    to  do. 
Having  not  the  slightest   practical  experience   in 
any  grade  of  service  OD  the  road,  he  has  neither 
the  capacity  of  making  proper  selections  of  sub- 
ordinates, nor  of  knowing  whether  he  is   well  or 
poorly  served.     The  more  such  a  man  assumes  to 
act   the   worse    very  likely  for   the  Company. — 
But  the  probability  is  that  he  will  really  do  noth- 
ing.    He  cannot  give  up  a  pressing  and  lucrative 
business  for  something  in  which  he  has  only  a  re- 
mote and  contingent  interest.    However  well  dis- 
posed ho  may  be,  he  cannot  discharge  his  duties, 
simply  because  he  does  not  understand  them.  The 
result  is  that  but  little  is  accomplished,  and  what 
is  done  is  badly  done ;  the   public  all  the  while, 
imagining  that  their  affairs  are  going  on  swimming- 
ly and  being  as  much  puzzled  as  their  President, 
when  they  find  how  slight  is  the  progress  that  has 
been  made.    Their  money  has  gone,  without  any- 


thing to  show  for  it,  auid  without  any   one  being 
directly  chargeable  for  the  loss. 

(To  be  Continued.) 
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Iron  ISrIdgea. 
Any  structure  capable  of  supporting  a  weight 
over  an  unoccupied  space  may  be  considered  a 
bridge  in  theory,  as  it  may  be  made  to  support  « 
road  way  as  well  as  any  other  weight,  and  thus 
become  a  bridge  in  practical  verity.  ■ 

There  are  but  two  kinds  of  strain  to  which  any 
substance  used  in  the  support  of  a  weight  is  ne- 
cessarily liable,  namely  compression  and  extension, 
and  no  weight  can  be  supported  under  any  cir- 
cumstances, or  in  any  position  whatever  without 
generating  one  or  both  of  these  strains  upon  ixn 
supports  ;  and  in  all  cases  of  a  weight  supported 
over  a  vacant  space,  both  extension  and  compres- 
sion are  put  in  requisition.  It  is  g'.'nerally  thought 
that  an  arch  without  a  tie-rod  and  thrusting  upon 
its  abutments,  exerts  no  strain  except  compression, 
in  supporting  its  lo.id,  but  a  moments  reflection 
will  serve  to  convince  an  ordinary  mind  tbal  the 
earth  beneath  an  arch  bridge  acts  the  part  of  a 
tie-rod  and  consequently  bears  a  strain  of  teu»ioD 
equal  to  the  lateral  thrust  of  the  arch  ;  \\hile  a 
bridge  purely  suspension  in  principle,  exerts  com- 
pression upon  the  earth  equal  to  the  tension  on 
the  centre  of  the  supporting  cables. 

A  truss  bridge  or  any  kind  of  a  bearing  girder 
or  beam  resting  upon  its  ends,  and  supporting  a 
weight  between  its  points  of  support  bears  com- 
pression i>n  its  upper,  and  extension  upon  its  lower 
side.  This  which  is  usually  called  a  cross  strain,  is 
strictly  a  combination  of  the  two,  and  if  we  break, 
tear  asunder,  or  crush  in  any  way  any  mate  rial 
substance  whatever,  it  must  yield  to  one  or  the 
other  of  these  forces ;  so  that  in  building  a  bridge 
we  have  only  two. kinds  of  strain  to  provide  for, 
either  of  them  very  simple  and  perfectly  well  un- 
derstood in  the  abstract.   And  it  may  be  assumed 
as  the  dictates  of  common  sense  that  that  material 
and  :hat  form  best  calculated  to  resist  these  strains 
generally   is   the   most  responsible  material  and 
form  to  be  introduced  into  the  composition  of  a 
bridge.     If  cast  iron  is  not  the  most  effective  and 
safe  material  known  to  resist  compression,  it  is 
(taking  into  account  the  facility  with  which  it  can 
be  given  any  desired  form  of  section  to  prevent 
vibration  or  bending  sidewise,  a  result  always  in- 
dicating the  commencement  of  failure  in  a  column 
of  any  kind   under  severe  compression  in  the  di- 
rection of  its  length)  at  least  as  good  as  any  other. 
In  proof  of  the  practical  safety  of  cast  iron  in 
bearing  a  heavy  load  we  have  only  to  refer  to  its 
employment  as  columns,  supporting  the  frontii  of 
nearly  all  the  high  heavy  brick  and  stone  stores 
in  our  cities.   A  tier  of  slender  cast  irou  columns 
once  erected  the  stories  are  piled  on  one  after  an- 
other, with  the  most  perfect  confidence,  and  im- 
punity ;  and  in  the  whole  catalogue  of  accidents 
in  practical  architecture,  nothing    yet    appear:) 
against  cast  iron  as  a  column.  Under  compression 
wrought  iron  does  not  withstand  this  strain  as 
well,  neither  can  it  be  as  easily  wrought  into  the 
proper  shape  to  resist  vibration.     A  flat  bar  of 
wrought  iron  is  a  very  bad  agent  where  stiffness  ia 
required,   and  easily  buckles  under  compression, 
notwithstanding  which  the  top  chord  of  many 
truss  bridges  is  nothing  but  a  broad  thin  bar  of 
wrought  irou. 
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In  view  of  these  facts  it  is  fitir  to  conclude  tiiut 
good  cast  iron  is  the  most  profitable  agent  to  be 
employed  iu  those  parts  of  a  bridge  whose  office 
it  is  to  withstand  compression,  particularly  if  t'ic 
design  is,  as  it  should  be  such  that  the  strain  on 
each  part  is  never  changed  from  extension  to 
compression,  or  vice  versa. 

D.  BLANCIIARt), 
Arch,  Troy. 


'WatertO'wn  and  Home  Railrond. 

The  late  report  of  this  company  shows  the  fol- 
lowing receipts  for  the  year  ending  September  30, 
1854 :  •     , 

Passengers '. $161,628 

Freight 216,597 

Mails 7,853 

Miscellaneous 5,382 


ToUl .....$381,460 

Current  expenses 219,758 

•  S164,702 
The  total  cost  of  road  and  equipment  at  the 
above  date  was  as  follows ; — 

For  Construction . . ., $1,357,766  08 

For  Passenger  and  Freight  Stations.  113,379  24 
For    Enj^iue   and  Car  Houses,   and 

MachineShops 12,635  86 

For  Land,  Laud  Damages  and  Fen- 
ces   170,913  45 

For  Locomotives,  Fixtures  and  Snow 

Plows 122,136  65 

For  I'assenger  and  Baggage  Cars. . .  SO ,042  63 

For  Freight  and  other  Cars 100,617  08 

For  Engineering  and  Agencies 43,052  74 

Total  cost  of  Road  and  E(iuipment.  $2,040,544  33 
The  receipts  to  capital  have  been  as  follows  : — 
From  Capital  Stock.. $1,372,400  00 

Funded  Debt 509,000  00 

The  Floating  Debt.  . .       159,144  33 

$2,040,544  33 


The  total  floating  debt  is  $300,000,  of  which 
amount  $159,144  33  were  expended  on  the  road, 
the  balance  upon  steamboats,  and  other  property. 
The  assets  of  the  company,  independent  of  the 
road,  are  : —  . 

Stock  in  Wolf  Island  Ca- 
nal, and  Steam  Ferry 
Boat,  thereon $35,000  00 

Undivided  6-9ths  owner- 
ship in  two  first  class 
Steam  Boats  on  Lake 
Ontario 50,000  00 

Advances  made  on  four 
first  class  Pro[x;lltirs, 
securi'd   by    Mortgage 

and  Policies 90,000  00 

175,000  00 


Leaving  on  hand  an  asset  balance  of.  $34,141  33 
The  company  omitted  the  usual  October  divi- 
dend, and  have  expended  the  net  earnings  of  the 
last  eight  mouths  of  the  year,  amounting  to  $104,- 
181,  (less  $29,000  for  interest  on  indebtedness) 
toward  the  payment  of  the  floating  debt;  prefer- 
ing  this  course  to  a  dividend,  with  a  floating  debt 
carried  at  a  high  rate  of  interest. 

The  road  extends  from  Rome,  on  the  Central 
railroad  and  Erie  canal,  to  Cape  Vincent,  on  Lake 
Ontario,  a  distance  of  97  miles.  It  is  well  built 
and  well  equipped,  and  has  uniformly,  we  believe, 
paid  10  per  cent,  dividends,  till  the  present 
year ;  the  one  for  October  having  been  omitted 
for  the  reasons  stated,  which  should  be  entirely 
satisfactory.    It  has  a  good  route,  is  one  of  our 


beist  built,  best  managed,  and  most  productive 
roads,  and  will,  wc  have  no  doubt,  as  soon  as 
times  let  up,  assume  its  accustomed  dividend  of 
10  per  cent.  .'  ». 


Vnitcd  ■*!  talcs  Mint. 

The  following  table  will  show  the  Coinage  at 
the  Mint  of  the  United  States,  Philadelphia,  for 
the  ten  mouths  of  1864  : 

Double  Eagles $13,644,900  00 

Eagles 542,500  00 

Half  do 721,326  00 

Quarter  do 1,297,370  00 

Three  Dollars 347,634  00 

Dolhira "     1,308,479  00 


Total  Gold $17,862,208  00 

Dollars 33,140  00    33,140  00 

Half  dollars.. 1,193,000  00  81,000  00  1,277,000  00 

Quarters 2,780,000  00    6,000  00  2,780,000  00 

Dimes 270,000  00  50,000  00     320,000  00 

Half  Dimes..   212,000  00  35,000  00     247,000  00 
ThreeCents.       12,000  00.. 12,000  00 


Total  Silvcr$4,500,140  00  175,000  00  4,675,140  00 
Copper....        38,385  55      4,802  46       43.248  02 


Gold,Sirr& 

C  per.. $22,076,900.56  503,605.46  22,580,596.02 
Gold  Bars  15,000,937.681,822,707.97  17,423,705.56 


Total. $37,677,928,112,326,373.43  40,004,301.57 
In  1853.    45,329,250.050,485,017.00  51,814,267.05 


DccroASG 

1854.. '.$7 ,051,321.91 4,158,643.57  11,809,965.48 
The  whole  number  of  pieces  coined  in  October, 
1854,  was  2,201,989,  against  8,129,014  in  October, 
1853.  Of  the  pieces  coined  in  October  of  this  year, 
323,743  were  gold,  1,392,000  silver,  and  486,246 
copper. 

The  gold  bullion  deposited  in  October  was : 

From  California '. $550,000 

From  other  sources 50,000 


Total $600,000 

Silver  bullion  deposited 200,000 


Total $800,000 

The  deposits  of  precious  metals  for  the  first  teu 
mouths  of  the  year  were  : 

1853.  1854. 

Gold.  Silver.  Gold.  Silver. 
January. $4,802,097  $14,000  $1,215,579  $108,000 
Februa'ry  3,548,523  13,560  2,514,0001,166,000 
March...  7,533,762  70,000  3,962,000  147,000 
April....  4,851,3212550,000  8,398,000  129,000 
May....  4,305,688  1447,000  3,506,000  196,000 
June....  4,645,179  1447,000  4,000,000  100,000 
July....  3,505,331  611,000  3,940,000  310,000 
August..  4,512,000  860,000  2,940,000  332,000 
Sept....  3,027,806  320,000  2,660,0 jO  177,000 
October.    4,452,000    620.000       600,000     ^00,000 


Total$46,303,010$7,952,560$31,736,679$2,368,000 
Showing  a  decrease  this  year  of  $13,567,067  in 
the  amount  of  gold,  and  of  $5,084,  560  in  the 
amount  of  silver  deposited,  making  atotalof  $18.- 
651  ,.627,  for  the  ten  months  of  1864. 

The  following  is  a  summary  of  the  coinage  of 
the  United  States  mint  and  branches  from  the  1st 
of  January  to  the  30th  of  September,  1854. 

Gold $35,990,205  12 

Silver 7,051,140  00 

(Copper)  Cents 37,775  89 


Total  Coinage $43,079,121  10 

The  total  amount  of  coinage  at  the  Mint  and 
Branch  Mints  of  the  United  States,  since  the  or- 
ganization in  1793  to  80th  September  1851 

$424,876,420  02 
Of  this  sum  there  was  in  Gold ....  828,234,597  06 
Of  this  sum  there  was  in  silver. . .  96,090,629  00 
Of  this  sum  there  was  in  copper.       1,561,293  09 


onto  anU   Indiana  ilallroaU. 

The  recent  opening  of  this  road  completes  an- 
ther important  link  in  the  Railroad  system  of  this 
country,  and  is  another  of  the  great  Western  Hues 
just  closed  up. 

The  road  extends  from  Crestline,  a  common 
point  on  the  Ohio  and  Pennsyivauia,  and  the 
Cleveland  and  Columbus  Railroads;  and  at  the 
Western  terminus  of  the  former,  and  extends  in  a 
generally  West  course  to  Fort  Wayne,  on  the  Wa- 
bash and  Erie  Canal,  the  principal  town  in  North- 
eastern Indiana.  Its  entire  length,  is  131  miles. 
The  charter  is  perpetual,  and  not  subject  to  altera- 
ions,  and  is  unrestricted  as  to  dividends.         >.   .: 

The  entire  road  was  put  under  contract  on  tho 
28th  day  of  January,  1852,  and  was  formally  ©pen- 
ed  for  traflSc  for  its  entire  length  the  past  week. — 
It  has  a  remarkably  favorable  line,  127 /.^  miles  of 
it  being  tangents  with  no  grade  exceeding  26  feet 
to  the  mile,  and  with  63  miles  of  level  line. 

The  road  traverses  recently  settled,  but  v^'ry 
product  ive  portions  of  Ohio  and  Indiana,  which 
will  supply  at  least  the  ordinary  amount  of  local 
traffic  possessed  by  Western  Roads.  In  addi- 
tion to  this,  the  road  occupies  very  important  re- 
lations to  other  ro«ds  in  the  West,  which  cannot 
fail  to  secure  for  it  a  very  large  traffic.  1 1  is  the 
appropriate  extension  of  the  Ohio  Pennsylvania 
Railroads  hi  the  direction  of  Chicago,  as  well  as 
for  the  roads  of  the  central  and  northern  portions 
of  Ohio.  This  connection  is  to  be  formed  by  the 
Fort  Wayne  and  Chicago  Railroads  now  in  pro- 
gress. Upon  the  completion  of  this  road,  a  grand 
avenue  will  be  opened  as  direct  as  the  nature  of 
the  country  will  admit,  from  Philadelphia  to  Chi- 
cago, a  distance  of  about  820  miles.  All  the  roads 
that  comprise  this  great  line  will  have  an  identity 
of  interests,  as  far  as  the  through  traffic  is  con- 
cerned. We  hope  to  be  able  to  chronicle  tho  early 
opening  of  the  Fort  Wayne  and  Chicago  link  which 

will  complete  this  great  liao. 

i     ■  -  -.  .      '  •' . 

Ohio  Central  Railroad. 

The  Ohio  Central  Railroad  was  chartereti  on 
the  8th  day  of  February,  1817,  with  authority  to 
construct  and  maintain  a  railroad  from  the  city 
of  Cokimbus  to  the  city  of  Zanesvillc,  and  thence 
to  the  Ohio  river,  to  such  point  as  the  Directors 
might  select.  The  road  contains  the  usual  pro- 
visions of  the  charters  granted  to  such  companies 
in  Ohio.  In  May,  1850,  twenty  four  sections  be- 
tween Newark  and  Zanesville  were  put  under  Con- 
tract, and  in  Nov.  of  the  same  year,  the  balance 
of  the  road  from  Zanesville  to  Columbus.  On  tho 
26th  of  January,  1862,  the  section  of  25\^  miles, 
between  Zanesville  and  Newark  was  completed ; 
and  on  the  18th  of  January,  1853,  from  Newark 
to  Columbus,  a  distance  of  33  miles.  In  May, 
1852,  the  first  lettings  were  made  on  the  Eastern 
Division,  from  Zanesville  to  tho  Ohio  river ;  and 
the  road  formally  opened  for  business  on  the  15th 
of  the  present  month.  The  entire  length  of  the 
road  is  1 38  miles,  the  Western  Division  being  68j^ 
and  tho  Eastern  Division  79)^  miles.  The  road 
strikes  the  Ohio  4  miles  below  Wheeling,  (where 
a  connection  is  formed  with  the  Baltimore  and 
Ohio  Railroad,)  and  is  continued  up  the  river  to 
a  point  opposite  that  city.         .;    j  r  ^ 

The  road,  as  the  name  Indicates,  occupies  a 
central  position  iu  Ohio,  forming  a  very  direct  line 
&om  Colambu  to  Wheeling.    At  the  latter  city, 
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a  conuection  is  already  formed  with  the  Balti- 
more and  Ohio  Road.  At  the  same  point,  a  coe> 
nectioa  will  soon  bo  formed  with  the  Pcnnsylrania 
Railroad,  through  the  Hcmpfield  Road,  securing 
to  the  Ohio  Central  very  favorable  Eastern  con- 
nections ;  between  which  and  Central  Ohio,  this 
road  must  form  the  principal  means  of  commuci- 
catiuD.  At  its  Western  terminus,  Columbus,  it 
forms  equally  favorable  connections  with  roads 
reaching  to  nearly  every  portion  of  Ohio  and  In- 
diana. 

The  earnings  of  the  Westeru  Division  from 
Zanesvillo  to  Columbus,  from  the  date  of  its  open- 
ing to  July,  1853,  were  S52,737  00 ;  expenses  for 
the  same  period  S20,760  00 ;  net  earnings  $31,- 
978  00.  The  earnings  from  July,  1853  to  August, 
1854,  for  the  Western  and  a  portion  of  the  Eastern 
Divisions,  from  an  average  mileage  of  65  miles, 
for  13  months,  were  S167,855  00  of  which  $107,- 
875  00  were  from  passengers,  and  $59,980  from 
freight  and  mail.  The  expenses  for  the  same  per- 
iod were  $95,823  00. 

The  equipment  of  the  road  consists  of  18  Loco- 
motives, 15  Passenger  Cars,  4  Baggage  do.,  and 
30  Freight  Cars.  Large  additions  are  being  made 
to  the  Equipment,  which  will  incrcasa  the  Passen- 
ger and  Baggage  Cars  to  67,  and  Freight  Cars  to 
821.  The  Western  Division  of  the  road  is  in  good 
running  order. 

Statement  Showing  the  Financial  Condition  of  the 
Road  on  the  first  day  of  August,  1854. 

Dr. 

Amount  charged  to  Western  Con- 
struction   $1,231,184  98 

Sundry  unsettled  accounts  charge- 
able to  do 34,224  94 


Amount  charged  to 
Eastern  Construc- 
tion     $835,789  96 

Sundry  accounts  for 
payments  to  Con- 
tractors &  others, 
lor  work  and  ma- 
terial for  the  road.    1,072,115  59 


$1,265,409  92 


Balance  of  Interest  account 

Sundry  accounts  chargeable  to  gen- 
eral construction 

For  superstructure  East  since  Jan'y 
1st.— Sundry  accounts  charge- 
able to  same 

For  Right  of  Way  West  since  Jan'y 
1st 

For  Right  of  Way  East,  total  am't 
paid 

For  Depot,  Ground  and  Buildings, 
Columbus,  Newark  and  Zanes- 
ville 

For  Machine  Shop  Buildings,  &c. 
West  Zanesville 

For  Real  Estate  accounts 

For  Machinery,  Locomotives,  Cars, 
&c 

For  Fuel  account,  fuel  on  hand 
and  payments  on  the  same 

For  Bills  receivable 

For  Capital  Stock  deposited  with 
Agents,  in  New  York 

For  Bonds  deposited  with  Agents 
in  New  York  and  Baltimore 

For  Bonds  deposited  with  parties 
in  Ohio 

For  amount  deposited  with  Ohio 
Life  Insurance  and  Trust  Compa- 
ny for  parment  ol  coupons 

Miscellaneous 


1,907,906  64 
253,605  66 

23,678  41 


281,663  82 

8,629  18 

104.365  48 

37,486  13 

44,690  64 
49,036  21 

299,178  87 

12,996  40 
61,368  54 

100,000  00 

508.000  00 

16,359  30 


21,454  55 
22,376  60 


'..'■S: 


«6,006,008  27 


Ck, 

By  Capital  Stock  West 

Do.    do.     East $1,008,803  33 

Do.  do.  do.  de- 
posited with  Ag'ts 
in  New  York 100,000  00 


By  first  mortgage  7  per  cent,  con- 
vertible Bonds  due  Feb.  1,  1801  . 

By  first  mortgage  7  per  cent,  con- 
vertible Bends  due  May  1, 1894.. 

By  first  mortgage  7  per  cent,  non 
convertible  Bonds  due  May  1st, 
1864 

By  Income  Bonds,  1st  Series,  7  per 
cent,  convertible,  due  May  1st, 
1867 

By  second  motgage  7  percent, 
convertible  Bonds  doe  Sept.  1st, 
1865 

By  second  mortgage  7  per  cent, 
non  convertible  Bonds  due  Sept. 
1st,  1805 

By  Income  Bonds  second  series  as 
follows,  viz ; 

200,  7  per  cent,  con- 
vertible, d'jc  Ap'l  ' 
1st,  1858 $200,000  00 

196,  7  per  cent.  do. 

due  April  1,  1859.       195,000  00 

1,  7  per  cent,  non- 
convertible,     due  V        V     1 
April  1st,  1859  . . .  1,000  00 

100,  7  per  cent,  con- 
vertible, due  April 
1,1860 100,000  00 


$512,004  33 

1,108,803  33 
450,000  00 
400,000  00 

400,000  00 

100,000  00 

100,000  00 

7^000  00 


By  amount  to  Agents  in  New  York 
and  Baltimore  for  advances 

By  amonni  of  Interest  and  Dividend 
Scrip  to  Stockholdci-s  for  Interest 
due  Jan'v  1,  1854,  p.ayable  Jan'y 
1st,  1855' 

By  amount  of  Interest  Scrip  to 
Stockholders,  for  interest  due 
July  1st,  1854,  payable  July  1st, 
1855 

By  amount  to  counties,  interest  on 
Stock 

By  amount  for  railroad  iron,  pay- 
able at  12  months 

By  Bills  payable,  for  railroad  iron, 
machinery,  &  Temporary  Loans, 
&c 

Miscellaneous 


496,000  00 
257,039  38 

15,979  86 

36,089  71 
12,720  00 
25,906  80 


371,988  33 
19,357  63 


;.:;;:,  ;    I  $5,006,003  27 

This  above  road  stiM.ains  a  very  important  re- 
lation to  the  railroad  system  of  the  who'e  coun- 
try, particularly  to  the  Baltimore,  Ohio  and  Penn- 
sylvania Railroad  ;  and  the  roads  of  the  Western 
States,  must  immediately  come  iato  possession  ef 
a  very  large  traffic.  Its  total  cost  August  1st 
1854,  was  $4,287,192  07,  or,  $31,059  per  mile. 

Illinois  Central  Railroad. 

That  portion  of  this  road  from  Freeport  to  Ga- 
lena a  distance  of  62  miles  has  just  been  opened. 
South  from  Freeport  there  is  a  space  of  about  48 
milts  to  a  small  town  called  Amboy,  10  miles 
south  of  Dixon,  which  ia  not  yet  completed.  This 
part  of  th«  line  will  be  finished  early  in  January. 
From  Amboy  south  to  Vandalia,  a  distance  of  196 
miles,  it  is  finished  and  in  operation.  From  Van 
dalia  to  Sandoval,  25  miUs,  and  also  a  small  gap 
of  about  five  miles,  near  Centralia,  remain  to  be 
completed. 

From  Centralia  south  to  Cairo,  112  miles,  the 
road  is  completed  and  in  operation,  and  as  soon 
as  the  five  miles  near  Centralia  are  completed,  a 
railroad  connection  will  be  formed  between  Chi 
cago  and  Cairo. 


From  Chicago,  the  Chicago  Branch  is  completed 
to  a  point  40  miles  south  of  Urbana,  a  distance  of 
166  miles  from  Chicago.  From  the  i>oint,  40  miles 
south  of  Urbana,  about  80  miles  of  the  Chicago 
Branch  remain  to  be  completed  early  in  the  spring". 

Eastern  Railroad* 

The  annual  report  of  the  Eastern  Railroad  Cor- 
poration, for  the  financial  year  ending  30th  June, 
1854,  shows  the  following  results,  frt  m  which  two 
dividends  were  paid,  amounting  to  $7  per  share — 
$3  in  money  and  $1  in  stock — the  dividends  for  a 
period  of  two  years  having  been  8  per  cent. 

Gross  earnings  for  the  year $613,141  73 

Expenses  in  same  time 292,272  79 

Leaving  for  interests  and  dividends . .  $320,80S  94 
Add  estimated  net  gain  for  the  year 

ending  30th  Juue,  1845 45,000  00 

ToUl  ....  ....  ..^. $365,868  94 

Dtbts. 

State  loan $600,000 

English  loan 760,000 

Bonds  sold 760,000 

Bends  to  be  sold 760,000 


Total $2,760,000 

Deduct  assets  as  per  p.ige 

No.  8  of  the  report. .  . .    1,203,213 


Balance  of  debt $1 ,486,787 

Deduct  6  per  cent,  interest  on  this 
amount 89,207  22 


^       •  $276,601  72 

E<iual  to  a  dividend  of  $8  per  share 

on  33,459  shares  .    267,672  00 

Surplus $8,989  72 

llewr  Tork  and  Nevr  Haven  Railroad. 

All  the  old  directors  of  this  company  have  re- 
signed, with  the  exception  of  Mr.  Boardman  of 
of  New  Haven;  viz  :  Messrs,  Ketchum,  Worthen, 
Blackstonc,Thayer,Sanford,  Burrall  and  Sturgees 
The  vacances  have  been  filled  by  the  elcction~of 
Moncure  Robinson  of  Philadelphia;  P.  T.  Homer 
of  Boston ;  W.  W.  Billings  of  New  London  ;  N.  A. 
Bacon  and  Dennis  Kemberly  of  New  Haven  ;  0. 
W.  Miller  of  New  York,  and  W.  L.  Lyon  of  Green- 
wich, Ct. 

.Kew  York  and  £rie  R.  li« 

On  antt  after  Monday,  A  wr.  20/A,  aiHl   until   ftirtlior  ootic*; 
PA8SEXOKU  TUAINS        ^    r<««         || 


will  leave  Pier  loot  of  JUuaoc  htreet, 
as  follows,  viz  : —  i 

BcFFALO  ExpEess,  at  7  a.m.  for  Buflalo.  v       . 

DrsKiBK  KxpuEss,  at  7  a.in.  for  Uuukirk.         -    '' 

Mail,  at  S%'  a.m.  for  Dimkirk  and  liuOiiki,  and  intennArlwtc 
stations — Pa!<sen^r8  by  ttlis  train  will  icinain  over  nit'fit  at 
any  Statiou  l>et«eeii  Binghaiiiton  anl Coriiiu^.  atxl  proceed  the 
Dvxt  morning. 

KocKLAXD  PASSEltOER,at2;s  p.m  ,  (from  foot  of  Chamber* 
Street)  via  Pienuoot,  for  tiuflia-ns  aiMt  inteniiediate'itaUojiB. 

Wa?  Passe.soer,  at  4  p.m.,  for  OtisviUe,  ao<l  inlenne-liate 
stations. 

Might  Espress,  at  &  p.m.  for  Dunkirk  and  Buffalo. 

Emigrant,  at5  p  m  ,  fur  Dunkirk  aud  Buttulo  and  uitcrmedi- 
ate  statiuds. 

t>n  Sundays  only  one  Espro.-;8 Train— at  5  p.m. 

Tlieoa  Kxpreus  Trains  connect  at  KImira,  with  the  Elmira  & 
Niagara  Falls  Railroa<),  for  Niagara  Falls,  at  BuBalo  and  Duo- 
kirk  with  the  Lake  Shore  Hailruad  for  CieveUuid,  Cmcuuuiti, 
Toledo,  Detroit,  Chica^  etc. 

47  tf.  D.  C.  McCALLUM,  Gener*!  Sup'L 

DINSMORE'8 
RAILWAY   iiUlDIC, 

EDITED  priucilii*y  by  llie  Railroad  SuperiutendcuU  them- 
selves ;  DiakiuK  it  th«  iDObt  r«liuUe  and  perfect  work  of 
ilie  kiud  published,  and  Uie  only  one  cuutainint;  the  lime  laUet 
of  alt  the  railroads  iu  the  United  Utates  atui  t'aiuuiat. 
lis  exteitaire  sale  makes  it  cue  ol  the  hvttl  ai>«ertisuio 

MEDIVJIS   KXTAHl^ 

Sold  priucii«ally  in  the  Cars  to  travclk'rs  »h<i)  Uicy  liave  lei- 
sure to  read,  and  is  taken  by  tliem  not  only  a«  a  Railrmid  Uuidc, 
but  as  «  i»irectory  to  the  beft  MucuHlile  and  Mecluiiticul 
DINi>UUiiE  dc  CO  ,  Publisherr, 
,.  t  Mo.  »  Spruce  eu.K.y. 
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Notice  to  Contractors. 

(  OFFICE  OF  Tilt  ALA.   «i   FLA.  R.  R.  CO.  OF  ALABAMA. 

\  MoiUgomcrij,  Ala.,  Nov.  Zd,  1854. 

OEALED  proposals  for  the  Graduation,  Mason 
O  ry  aod  Bridging  of  sixty  (67)  seven  miles  of 
the  Ala.  &  Fla.  Ilailroad  of  Alabama,  extending 
from  Montgomery  to  the  junction  of  the  Sopalgat 
and  Porsimon  Creeks  in  Conecuh  County  will  be 
received  at  the  offic*3  of  the  Company  until  the 
first  Monday  in  December  next. 

Plans,  specifications  and  profiles  will  be  ready 
for  inspection  on  and  after  the  lath  inst. 

The  work  on  the  first  26  miles  is  light,  and  the 
time  allowed  for  the  completion  of  contracts  on 
this  portion  o(  the  line  will  be  12  months. 

On  the  remainder  of  the  line  two  years  will  be 
given. 

The  payments  offered  are  73  in  cash  and  }^  ic 
the  capital  stock  of  the  Company. 

The  provision  crop  along  the  line  has  been  ab- 
undant, the  country  is  perfectly  healthy  and  work 
of  such  inviting  character  both  in  profile  and  ma- 
terial is  rarely  offered. 
46  3t.  SAMUEL  0.  JONES,  Chief  Eng'r. 


Iron    Uollingf    Aiill    Property 
for  Sale. 

The  particular  attention  of  capitalists  desiring 
to  enter  AT  ONCE  (WITHOUT  THE  DE- 
LAY of  putting  up  new  works,)  iuto  the  manufac- 
turing of  Iron,  is  called  to  the  following  ; 

The  mill  is  situated  UPON  TIDE  WATER  (and 
ACCESSIBLE  at  ALL  SEASONS  of  the  year  for 
shipments)  between  New  York  and  Philadelphia 
— Coal  can  be  had  at  the  very  lowest  rates — and 
in  point  of  convenience  and  situation  is  perhaps 
SECOND  to  NONE  IN  THE  COUNTRY.  In  AD- 
DITION to  its  PRESENT  adaptation  to  the  manu- 
facture of  MERCHANT  AND  BOILER  IRON,  it 
has  machinery  in  operation  for  making  WROUG IIT 
IRON  RAILROAD  CHAINS  AND  SPIKES,  and 
could  readily  be  prepared  for  MAKING  RAILS 
together  WITH  ALL  THE  advantages  of  a  flrst- 
class  establishment.  It  is  well  known  that  in  the 
present  prosperous  condition  of  the  business  THE 
PROPERTY  WILL  PAY  ITSELF  IN  ONE  YEAR 
and  the  reason  of  the  property  being  disposed  of, 
is  that  the  owner  is  engaged  in  a  heavy  business 
in  the  State  of  New  York.  A  VERY  LIBERAL 
SPECIAL  charter  may  BE  BOUGHT,  under  which 
the  Mill  can  be  worked,  if  wanted.  It  is  needless 
to  say  more,  as  parties  interested  can  obtain  all 
information  by  applying  to 

J.  WOOD  &  SON, 
76  South  4th  street,  Philadelphia. 

P.  S. — A  portion  of  the  purchase  money  may 
remain  on  the  property,  or  otherwise.       44.  4t. 

THO  s7MrC  A  SH, 

PHILADELPHIA  RAILWAY  AGENCY, 

FOR  THE  PURCHASE  OF  ALL  ARTICLES 
required  by 

RAILROAU  COMPANIES 

ON  COMMIS.SIOX. 
Office  Na  80  Soutli  Fourth  Street,  near  Walnut, 

PHILADELPHIA. 

REFERENCES. 
Richard  Norris  &  80s,  Locomotive  BuiMcrs,  Philadelphia. 
Wm.D.  Lewis, Esq.,  Pres'tCatawissa U.K. Co.,  „ 

Charles  H.  Fisher,  Eh<i.,  ,, 

JoHS  Caldwell,  Esq.,  Pres'tS.CarornR.R. Co.,  Charleston. 
J.Pixcg.NEYHErcKR,  Esq., Pre>'tN.Kii.st'nR.R.Co..  „ 


SEYMOUR,  MORTON  &  CO., 

GENERAL  RAILROAD  AGENCY, 
Office,  Metropolitan  Bank  Building,  No.  no  Broadmiy. 

HAVE  to  dispose  of  at  private  sale,  in  amounbi  to  .suit  per 
sons  desirintt  to  invest,  the  following  valuable  Securities  • 

LOUISVILLE  CITY  BONDS,  at  SOyc.nrs. 

OHIO  AND*aSSISSIPPI  R.  R.  STOOJv  diawin;;  interpot 

MAVSVILLE  AND  LEXINGTON  MffllTGAOE  BONDS, 
at  21  year*. 

MATSVILLE  AND  LEXINGTON  R.  R  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDji. 

LOUISVILLE  AND  NASHVILLE  It.  R  STOCK. 

BUFFALO  AND  STATE  LINE  R.  R.  BONDS. 

They  are  preparod  to  negotiate  contracts  for  the  sonstruction 

and  equipment  of  railroads  in  any  part  of  the  country,  including 

fUmishiiiK  corps  of  engioeeis  and  contractors,  locomotive  en- 

ginet  and  can,  railroad  bridi^es,  McOallum's  Patent,  railroad 

IrooiClutln,  pikea,  switch  Irooa,  dec.,  &c. 


Notice  to  Contractors. 

EUROPEAN  &  NORTU  AMERICAN  R.  R. 

NEW  BRUNSWICK. 

Contract  for  Sleepers  or  Cross  Ties. 

WANTED  100,000  Ilacraetae  or  Cedar  Sleep- 
ers to  be  delivered  in  equal  proportions  at 
the  Port  of  St.  John  and  the  Bend  of  the  Petit- 
codiac  River  on  or  before  Ist  of-  August  next. 

The  Ties  to  be  sound  and  straight,  nine  feet 
long,  ten  inches  by  six  inches,  with  a  hewn  surface 
top  and  bottom  of  not  less  than  eight  iochcs. 

Parties  desirous  of  tenderine  for  the  above  or 
any  portion  of  them  are  requested  to  send  in  their 
prices  to  the  undersigned  at  his  office,  St.  John, 
on  or  before  the  2jth  December,  1854. 

W.  E.  ROSE. 
St.  John,  Nov.,  1854,  47  4t. 


For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  34  crate  cars 
adapte<l  to  railroad  purjiose,  which  will  be  sold  at  a  rea- 
sonable pHfee.     For  furtlier  inlbrniation,  apply  to 

SAMUEL  J.  HAYES, 
M.  of  M.,  Baltimore  and  Ohio  H.  R.  Co., 
or,  BRIDGES  A  BRO., 
19  tf  64  Courtland  St.,  New  York. 


Philadelphia,  Wilming^ton  &. 
Baltimore  Uailroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST. 


EHUScjRj 


Train.s  will  leave  the  Southern  and  Western  Station,  comer  of 
Broad  and  Prime  streets,  Philadelphia,  at  8  30  am.  12  45,  3  and 
11  i>m. 

FARE    BT   TBROCGH   TICKETS  TO   TnK   SOnTH. 

From  New  York  to  Wilmington $15  50 

do        do            Norfolk 8  50 

From  Philadelphia  to  Wilminjrton 14  00 

do        do              Norfolk 6  60 

do       do              Petersburg 9  00 

do        do                Richmond 8  00 

FARE   BT  TDROCGH  TICKETS  TO  THR   WEST. 

Frttm  New  York  to  Cincinnati $13  60 

do       do  Louisville 14  50 

From  Philadelphia  to  Cincinnati 11  00 

do        do  Louisville 12  00 

From  New  York  to  Indianapolis 16  00 

An  extra  charjfc  will  he  made  for  meals  and  state  rooms  en 
board  the  boat.s.  S.  L.  SPAFFORD, 

27tf  General  Sup't. 


Fag^g^otted  Car  and  Fn^ine 
Axles 

FORGED  BY  R.VNCTrAD,  PnARBORN  &.  CO.,  BOSTON, 
Stass. 
These  Axles  are  drawn  from  tho  faggot  entirely  hy  the  ham- 
mer, and  are  all  warranted. 

Boiler  and  Tank  Rivet§, 
Nuts  and  Washers; 

All  Sizes  of 

Bolts  and   Bolt  Fnds 

for  Sale  by 
BRIDGES  &  BROTHEli, 
64  Courtland  st,  N  Y 

Welded  Wrought  Iron  Tubes. 

THE  subscribers  having  lately  added  to  their  Cumberland 
Nail  and  Iron  Works  an  establishment  for  making  Wrought 
Iron  Tulies,  are  now  prei>ar«Hl  to  supply  tlie  trade  with  tubes 
two  to  twelve  f««t  in  length,  fUrnished  with  screws  and  ferrules 
on  their  ends,  of  the  folk)wing  sizes — inside  diameter, 

>»',     a,     %,     X,     %,    1,    \X,    I'A  and  2  iiK!hc8, 
Warranted  and  fully  proved,  equal  to  the  tiest  Pipes  manu- 
factured. 

All  orders  addressed  to  us  will  receive  prompt  attention,  and 
liberal  discounts  firom  the  list  of  prices  will  be  allowed  to  the 
trade. 

REEVES,  BUCK  4:  Co., 
No.  45  North  Water  Street,  Philadelphia. 
July  13,  1854.  28.6m. 


Itailroad  Iron. 

THE  Undersigned,  having  made  arrangements  abroad,  arc 
prepared  to  contract  for  the  delivery  of  Foreign  rails,  of 
approved  brands  upon  the  most  favorable  terms. 

They  will  also  make  contracts  for  American  rails,  made  at 
their  Trenton  Works,  from  Andover  Iron,  in  whole  or  in  part, 
as  may  be  agreed  upon. 

They  are  prejmred  to  furnish  Tclepraph,  Spring'und  Market 
Wire  ;  Braziers  and  Wire  Uo'ts ;  Rivets  and  Merchants  Bars 
to  order,  all  made  exclusively  from  Andover  Iron.  The  atten- 
tion of  parties  who  require  Iron  o(  the  very  best  quality  foi 
special  purposes,  is  respectAiUy  invited. 

COOPER  t  HEWETT 
Yebruaty  16, 18M.  17  Burling  SUp,  K«w  York. 


Notice  to  Contractors. 


^iB4^Jg4wpa<Bia^ 


OiiiEK  Enui.nker's  Ofkick,  I 

■('.'-■'^i--  Columbus,  Ua.,  Sept.  bih,  1854.  J 

SEALED  PROPOSALS,  will  be  received  by  the 
undersignod  at  this  office  until  the  1st  day  of 
December,  for  the  clearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  of  the  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. — 
Tbe  work  will  generally  be  divided  iuto  one  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  sections.  Separate  proposals  are  desired 
for  the  Track  Laying,  building  of  Bridgcss  and 
Culverts,  likewise  for  the  building  of  the  Trestle 
work  by^  miles  in  length,  across  tho  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps;  the 
Trestle  will  be  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abuhdance  and  adjacent  to 
the  line,  the  two  rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Ti;uss  Pivot  draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  from  Mobile  to  the 
river  (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year  ;  after  the 
line  leaves  the  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabuuia 
River,  and  through  a  section  of  country  well 
stocked  on  eitheir  side  with  provision. 

Payments  will  be  made  one  third  (I3)  in  cur- 
rent funds,  one  third  in  the  Capital  Slock  of  the 
Company  bearing  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  then  to 
cease  and  become  common  stock  of  the 'Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; the  balance  0^3)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Ga.,  5lobile,  Ala.,  or  in  N.  Y.,  at 
the  option  of  the  holder. 

To  bidders  personally  unknown  to  the   undei- 
signed.  Bond  and  approved  security  will   be  re- 
quired,  to   an   amount   not  exceeding   (^)   the 
amount  of  the  contract,  for  the  timely  and  faith- . 
ful  completion  of  the  same. 

22^  miles  of  the  Road  from  Girard  west  will 
be  open  for  business  the  first  of  November,  and 
52  miles  nine  months  thereafter.  It  is  the  inten- 
tion to  have  the  entire  line  of  246  miles  open  for 
business  early  in  1838. 

8t.37.  GEO.  S.  RUNEY. 
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Uailroad  Iron. 

TONS  No.  1  Glengamock  Scotch  Pig  Iron  in  lota  to 
suit  purchaaers  for  sale  by 

NAYLOR  &  CO., 
99  and  101  John  at. 
B.— The  above  Iro(i  constantly  imported-  32  tC 


Ontario,  Simcoe  &  Huron  R.R. 

CANADA. 

I^HIS  road  o|>ened  in  May  last  to  Lake  Simcoe  is  expected  to 
'  be  completed  to  the  Georgian  Bay,  Lake  Huron  a 
distance  of  06  miles  in  June  next  whore  it  will  form  the  shortest 
tnd  most  agreeable  route  to  tho  North  Western  States  to  Lake 
Hichigan  and  to  tho  Mineral  Regions  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (64  ' 
miles)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  same  day — 
On  the  opening  of  the  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  conuczioo  with  the  Trains  and  will  convey  passengers 
through  that  Lake  and  Lake  Conchicbing  to  Onlla  whence  a 
short  portage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloola)i)  which  runs  to  the  Sault 
St.  Murie  and  Intermediate  |>orts  lumiiiig  the  most  expeditious 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
acd  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
the  Georgian  Bay  in  a  line  of  ftrst  class  Stuamors  to  exteod  tbeir 
tripa  to  Uw  porta  00  Lake  Michigan. 

ALFRED  BBUNEL, 
Sopwioteodent 


AMERICAN    HAILkOAD    JOURNAL. 
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For  Sale. 

A  STATIONARY  Eugine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  ftnished  in  the  best  manner.  lias 
been  in  use  about  six  mouths. 

ROGERS,  KETCHUM  &.  GROSVENOR, 
Paterson,  New  Jersey, 
jul.l4  29  tf]  or  74  Broadway,  New  York. 

Tbe  L.owell  Machine  Shop 

CONTINUES  to   manuflicture  to  order,  FREIGHT    and 
PASSENGER    LOCOMOTIVES  of  diffisreut  classes, 
with  the  most  modem  improvemeots,— 

alao  MACHINISTS'  TOOLS, 
especially  adapted  to  Railroad  Repair  Shops,  and  to  the  con- 
struction of  machinery  generally.  These  Tools  arc  of  the  most 
approved  construction  and  consist  in  part  of  Engine  Luthes, 
Hand  Liithes,  Vertical  Drilling  Lathe«,  and  Planers  of  various 
•izcs  and  lengths,  Compound  Planers,  Shaping  Machines,  Slot- 
ting Macbines,  Bolt  and  Nut  Machines,  Gear  Cutting  Engines, 
Chucki>,  Compound  Slide  Bests,  Machines  for  boring  Crank 
Pin  Holes  In  Locomotive  driving  wheels,  Trip  bammera,  &c.,  dtc. 
COTTON  MACHINERY  of  all  descriptions,  BOILERS, 
SHAFTING  and  MILL  WORK,  CASTINGS,  and  all  work 
usually  done  in  Machine  Shops  and  Foundries. 

WILLIAM  A.  BOKKE,  Sup't,  Lowell,  Mass. 

J.  T.  STEVENSON,  Treasurer,  6  Tremont  sL  Bostoa 

WANTED.— To  take  charge  of  the  sale  or  in- 
troduction of  certain  valuable  PATENTED 
MECHANICAL  INVENTIONS,  a  person  who  can 
furnish  satisfactory  evidence  of  character  and 
ability,  for  such  business. — Address,  stating  views 
as  to  remuneration,  &c.,L.  P.  C,  Post  OflSce,  New 
York.  44  3t. 

NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— The  Committee  appointed  to  report  in  re- 
gard to  the  financial  affairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  scaled  propos- 
als, to  be  opened  on  the  10th  of  January  next,  for 
tbe  purchase  of  $4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  Ist   February  and  1st  August. 

And  that  for  the  purpose  o(  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  as  can  be  pur- 
chased .at  the  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  eanceled  by  w^riting  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  tho  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  tbe  entire 
debt  of  the  Company  to  $20,000,000.  After  which 
the  said  monthly  payments  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  tbe  unpaid  interest  war- 
rants delivered  to  the  Company.  ' 

And  tbe  Committee  would  further  recommend 
that  the  Board  of  Directors  adopt  tbe  following  re- 
solutions : 

VVkereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
traffic  on  the  road,  and  the  state  of  the  finances 


of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  1st  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.) 
CHARLES  MORAN.     ^ 
SHEPHERD  KNAPP.    |       Special 
/  -    WILLIAM  E.  DODGE.   \     Finance 
;•   NELSON  ROBINSON,    |    Committee. 
-    -    GEORGE  F.  TALMaN.J 
New  York,  Oct.,  21, 1854. 

Sealed  proposals  will  be  received  At  the  office 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1855,  for  the  purcha.se  of  S4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  1st  day  of 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
JOMPANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trasteess  shall  invest  the  said 
monthly  payvents  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low 
est  rates.  And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be  cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  but  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  as  they  become 
due,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bouds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  S20,- 
000,000.  After  which  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  clo.sed,  and  all  cancelled  bonds  and  the  unpaid 
interest  warrants  delivered  to  tho  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  successful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  ;  20  per  cent,  on  the  20th  of 
January  ;  30  per  cent.  1st  February  ;  20  per  cent. 
15th  February,  and  the  balance  on  the  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  will  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  oflering  the  present 
loan  to  the  public  beg  leave  to  btate  that  it  wili 
be  amply  sufficient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  and  the  en- 
tire present  floating  debt  of  the  Company,  as  well 


as  to  complete  all  tbe  uufiniblied  work  now  under 
way. 

By  a  resolution  of  the  Board  of  Directors,  all 
future  outlays  of  every  kind  beyond  the  j»r<K:et;d» 
of  the  present  loan,  will  be  charged  to  exi>en8e 
account,  and  paid  from  the  income  of  tbe  Com- 
pany, after  payment  of  the  interest  on  the  funded 
debt,  and  the  monthly  payment  to  tbe  Sinking 
Fund. 

After  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bonds,  the  position 
of  the  Company  will  be — 

Stock 410,024,000 

Bonds  of  1867,  First  Mortgage 3,000,000 

Bonds  of  1869,  Second  Martgage 4,000,000 

Bonds  of  1883,  Third  Mortgage 6,000,000 

Bonds  of  1862,  ConverliHe 3,600,000 

Bondsof  1871,  Convertible 4,351,000 

Bonds  of  1876,  present  loan 4,000,000 

Total S^24,876,0O0 

In  the  opinion  of  the  Directors  it  is  perfectly 
safe  to  estimate  the  gross  earnings  of  the  Road, 
for  the  coming  year,  at  S'6,000,W0,  from  which 
must  be  deducted : 

Expenses  66  per  cent $3,300,000 

Seven  per  cent,  on  debt  $24,- 

851,000 1,739,570 

Sinking  Fund 420,000 

$6,469,670 

Net  revenue  equal  to  over  6  per  cent. 

on  stock  applicable  to  cash  dividends 

and  contingencies 540,430 

The  Directors  of  the  Company  are  confident  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  operation  to 
Dunkirk,  have  been  for  pas'gers  and  freight  alone— 
1851  to  1852ii3,047,748  increase. 

1862  to  1853  4,138,424  $1,690,676,  sav  35j  jwr  ct. 
1853  to  1854   6,122,666        934,242,  say  23|  pcrct. 

The  business  of  the  road  depending  mainly  on 
the  local  traffic,  must  inevitably  increase  in  tbe 
same  ratio  as  the  population  of  the  Couuties 
through  which  it  passes.  In  tbe  opinion  of  tbe 
Superintendent,  Mr.  McCollum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  in  the 
receipts  be  estimated  at  only  16  jjer  cent,  per  an- 
num, which  is  not  much  over  one-half  of  the  av- 
erage increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  be  tested  in  1858. 

As  to  the  running  expen.ses,  as  they  were  only 
53i  per  cent,  iu  1863  and  18.j4,  there  isevery  pr«- 
bability  that  with  rigid  economy  and  an  increaik, 
in  the  traffic,  they  can  be  reduced  to  50  per  ceu'., 
but  they  have  been  estimated  at  65  per  cent., to 
as  to  leave  ample  margin  for  contingeucies. 

The  eflfjct  of  the  motuLly  purchases  by  tbe 
Trustees,  of  the  Bonds  of  the  present  issue  on 
their  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  tbe  original  purchasers  a  cer- 
tain profit  within  a  moderate  time ;  for  whilst  the 
amount  outstanding  wi.l  decrease  each  month,  tbe 
absorption  by  tbe  Sinking  Fund  will  constantly  in- 
crease by  the  accruing  interest  on  the  Bouvis  in 
the  hands  of  the  Trustess.  In  8}  years  the  Sink- 
ing Fund  will  absorb  $4,768,053,  estimating  all 
the  purchases  of  bouds  by  the  Sinking  Fund  to  be 
made  at  par.  That  the  Company  will  be  iu  a  con- 
dition to  make  promptly  the  monthly  payments 
to  the  Sinking  Fund,  no  one  ai  ail  acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.  All  tbe  past  difficulties  of  ibe  Companj 
hate  arisen  from  the  necessity  of  coutractiug  for 
expenditures,  before  securing  the  requisite  funds 
to  rneet  them.  This  is  now  entirely  at  an  end, 
wnilst  the  daily  increasing  revenue  of  the  Com- 
paiiy  must  inevitably  increase  the  market  value  o( 
it^  Bonds,  as  well  as  of  its  Stock,  the  latter  of 
wqich  will  no  doubt  ere  long  take  rank  among  our 
m<ist  solid  investment  stocks. 

t*roposal»  should  be  endorsed  "  Proposals  for 
Ntiw  York  and  Erie  Railroad  Loan, '  and  addres- 
sed to  D.\N1EL  DREW,  Treasurer,  Erie-place. 

I  HOMER  RAMSDELL,  President. 

Nathaniel  Marsh,  Secretary. 

New  York,  Oct.  23,  1854.  >  -■-  <  '■[, '  ;  ;  ' 
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ENGINEERS. 


Atkinson.  T.  C, 

Miiiinff  and  Civil  Engineer, 
Alexandria,  Va.  " 

Barnes,  Oliver  W., 

Chief  Enjf.  Pittsburg  ami  Connellsville  K.'EL.  Co.,  Pittsburg,  Pa. 

£divar«l  Boyle, 

Chief  Engineer,  2d,  3il,  and  9lh  Avenue  Railroads  New  York 
Onice  123  Chambers  et. 

Clement,  Wm.  H., 

Liltle  Miami  Railroad,  Cincinnati,  Ohio^. 


Cozzens,  W,  H,, 

Engineer  and  Surveyor,  St.  Louia,  Mo. 


Alfred  W.  Craven, 

Chief  Engineer  Croton  Aqueduct,  New  York. 


Charles  W.  Copelaud, 

steam  Marine  aiid  Railway  Engineer, 
64  Broadway,  New  Vork. 


Patent   Wrong^ht   Iron  Rail- 
road Chair. 

THE  undersigned  are  now  pre!>ared  to  manufacture  their 
Patent  Wrouglit  Iron  Railroad  Chair,  at  the  rate  of  fifteen 
tons  per  day.  They  are  made  exclusively  from  best  Trenton 
Iron,  which  received  the  prize  medal  for  strength  at  the  World's 
Fair  at  London. 

The  patent  is  for  the  CHAIR  itself— which  \»  formed  by  rais- 
ing the  lip  out  of  the  plate  »ufflciently  high  to  receive  the  rail. 
It  is  obvious  that  while  the  strain  upon  the  lip  is  so  slight  as  to 
remove  all  danger  of  iIm  breaking,  it  becomes  less  the  more 
ti;;htly  the  lip  is  made  to  clasp  the  rail.  The  cheapness  ami 
durability  of  the  chairs,  and  the  facility  with  which  the  track 
can  be  adjusted,  commend  them  to  public  favor. 
SIZES  AND  PRICES. 
A  Chair  8  by  7X  inches,  3-8  inch  thick,  cost  28X  cents. 

((  u  4t        7-10  '^  **     33        *' 

'^'      II  II  u        J. 2  u  I'     Z7  }i     " 

II  <i  II        5.g  ii  II     47        II 

Other  sizes  are  made  to  order  at  equivalent  rates.    Sample 
Chairs  will  be  forwarded,  free  of  charge,  on  application  to 

COOPER  &  HEWITT, 
December  1, 1852.  17  Burling  Slip,  Now  York. 

SEPTIMUS  NORRIS, 

CIVIIi  MECHANICAL  &  CONSULTING  ENGINEER 

OFFERS  his  services  to  Railroad  Companies  and  Engineers, 
to  provide  tliem  with  Plans  and  Proportions  of  IxMjoino- 
tivea  for  burning  coal  or  wood  ',  calling  the  attention  of  Engi- 
ncec^and  Railroad  Managers  to  his  New  Patent  Boiler  /ur 
burning  Anthracite  Cual ;  aI.so  Plans  for  Depot  Buildiiij^s, 
Railroad  Ti>o!x,  and  all  kinds  of  Machinery  appertaining  to 
Railroads  ;  he  will  also  superintend  personally  the  construction 
and  building  of  any  Locomotives  they  may  order,  in  tliis  or  any 
other  city,  so  as  to  in.~ure  tlie  Companies  receiving  good  ma- 
chines and  faithfiil  worknumxhip. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
neer upon  many  of  our  most  important  Roads,  in  their  Loca- 
tiiMi,  Building  and  Eipiipment,  and  for  the  last  20  years  practi- 
cally eiigageil  in  the  Manufacture  of  Locomotives,  feels  satis- 
fied, he  can  sare  tlie  Companies  vho  niau  think  j/roper  to  en- 
gage hij  serricts,  mamj  dollars^  and  loss  by  receiving  imperfect 
vwchirus,  which  have  been  built  and  put  together  hastily. 
Address  to  No.  28  Summer  st,  Philadelphia. 

To  Civil  Engineers. 

A  GRADUATE  of  cue  of  tlje  best  schools  of 
Civil  Euginceriiig  in  Europe,  lately  returned 
to  this  country,  wishes  to  counect.  himself  with 
an  Engineer  of  eniiuence  and  cxperienco  as  as- 
sistant. —References  unexceptionable  as  to  quali- 
fications and  character. — Address  Engineer,  Box 
3285.  P.  0.,  New  York.  2t  45 


Davidson,  M.  O., 

Civil  and  Mining  Engineer,  Cumberland,  V4. 


C.  Floyd-Jones., 

Division  Engineer  3d  and  12th  Division*, 

Illinois  Central  Kailroad. 

Vandalia,  tU. 

Gay,  Edwartl  F., 

Civil  Engineer,  Pliiladelphia,  Pa. 


Gilbert,  Wm.  B., 

Syracuse  aud  Binghamton  Railrcad,  Syracuse,  N.Y. 

Gzowski,  Mr., 

3*.  Lawrence  &  Atlantic  Railroad.  Montreal,  Canada. 

Grant,  James  H., 

New  Orleana  and  Nashville  R.R,,  Aberdeen,  Miss. 

Holcomb,  F.  P. 

Ohie  log.  Augusta  and  Waynesboro,  and  Savannah  ao  \  P  oaa- 
cola  Kailroads,  Marthasvillc,  Macon  Co.,  Ga. 


S,.  W.  Hill, 

Mining  Engin'^erand  Surveyor,  Eagle  River, 
Lake  Superior. 


Hnger,  T.  P., 

Northeastern  Railroad,  Charleston,  S.  C. 


D.  Mitchell,  Jr., 

Chief  Engineer  Pitt.-iburKh  aud  Steubonville,  and  Chartiers  Tall^' 
Railroad.'*,  Pitt^sburg,  Pa. 


Railroad  Iron. 

2nr\(\  TONS  Railroad  Iron,  64   to  60   bs.  per  lineal 
^\J\J\J  yard.    For  sale  by 
■^    .  -       ■   THEODORE  DEHON, 

-•  •  28>^  Braidway, 

S^ite  York. 
Contracts  made  as  above  for  Rails  de'uvcra        «t  English  or 
American  ports  at  lowest  rates. 


NUGENT'S  COLL.EGE 

■■:,  OP 

ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.  Nugent,  C.  E.,  Principal. 

THE  design  of  this  Institution  is  to  aflTord  young  men  an  op- 
portunity of  acquiring  a  knowledge  of  the  profession  of 
Civil  Engineering,  and  to  Mechanics  and  Tradesmen  a  soimd 
theoretical  and  practical  knowledge  of  Mathematics,  Architec- 
tural and  Mechanical  Drafting,  Plain  and  Ornamental  Penman- 
•hip,  tc. 
tot  artb«r  particular!  addrew  the  Frinoi  sL     •':  . 


Samuel  Mc  Elroy, 

Assi.staiit  KMt,'iiierr,  New  York  Na\y  Yard. 

Mills,  John  B.,  Civil  Engineer, 

Sackets  Harbor  and  Saratoga  R.  R.,  24  William  St.,  N.  Y. 


Miller,  J.  F., 

Buffalo  and  Conbocton  Valley  Railroad,  Avon,  N.  V. 


Mon*is,  Ell  wood. 

Engineer  and  Agent  DAUPHIN  <t  SUSQUEHANNA  CO., 
Cold  Spring,  Lebanon  Co.,  Pennsylvania. 


Septimus  Noi'ris, 

Civil  and  Mechanical  Engineer,  Philudclpliia. 

Saml.  &  G.  H.  Nott, 

Civil  Engineers,  No.  6  Nilee' Building,  Change  Avenue,  Boston. 

Osborne,  Richard  B., 

Civil  Engineer,  OfBce  73  South  4th  st.,  Pluladelphia. 

Priehard,  M.  B.^ 

East  Tenn.  and  Oeorgia  Railroad,  KnoxvUlc,  Tenn. 

W.  Milnor  Roberts, 

Chief  Engineer  Alleghany  Valley  Railroad,  Pituburgh,  Pa, 


Shanly,  Walter, 

Chief  Engineer  Bytown  and  Prescott  Railway, 
Prescott,  Canada. 


Roberts,  Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pittsburgh,  Pa. 


Sanford,  C.  O., 

South  Side  Railroad,  Virginia. 


Schlatter,  Charles  L., 

Civil  Engineer,  Ogdensburgb,  N.  Y. 


Straug^han,  J.  R., 

Ohio  and  Indiana  Railroad,  Bucyrus,  Ohio. 


Steele,  J.  Dutton, 

P»>tt8town.  Pa. 


Charles  B.  Stuart, 

Civil  Engineer,  New  York. 


Edward  W.  Serrell, 

Civil  Engineer,  157  Broadway,  New  York. 

P.  J.  Tonrnadre, 

Chief  Engineer  Vickaburg,  Shrereport  and  Texas  R.R., 
Vicksburg,  Miss. 

Trantwine,  John  C, 

Civil  Engineer  and  Architect,  Philadelphia. 


Troost,  Lew^is, 

Alabama  and  Tennessee  Railroad,  Seltna,  Ala. 

A.  B.  Warford, 

Chief  £ngineer,Susquebaiina  Railroad,  Harrisbu 


Pa. 


Whipple,  S., 

Civil  Engineer  and  Bridge  Builder,  Albany,  N.  T 

W^m.  J.  Young 

HAS  removed  his  Engineering  and  Sur\-e>ing  Instrument  Man 
ufactory  to  Na  83.  North  Seventh  Street,  Philadelphia. 


BUSINESS     CARDS. 


Railroad  Instruments. 

THEODOLITES,  TRANSIT  COMPASSES  AND  LEVEL  S 
on  a  new  principio,  with  Fraunhofers  Munich  Qlasscs,  Sur  - 
veyors'  Compasses,  Barometers,  Chains,  Drawing  Instruments  , 
etc.,  all  of  the  best  quality  and  workmanship,  for  saic  at  uiiu  s- 
ually  low  pricJes  by                             E.  &.  G.  W.  BLUNT, 
New  York,  Dec  1, 1851. No.  179  Water  street. 

James  Herron,  Civil  Enginur, 

OF  THE  UNITED  STATES  NAVY  YARD, 

PENSACOLA,  FLORIDA,, 

PATENTEE  OF  THE 

HERROir     HAIIiWAY     TRACK 

Models  of  this  Track,  on  the  most  improved  plan  may  be 
seen  at  the  Engineer's  oQice  of  the  New  York  &  Erie  Railroad. 

W.  G.  ATKJI'JSON; 

MINING  ENGINEER,  SURVEYOR  ANi)  DRAFTSMAN 

CUMBERLAND,  MARYLAND, 

Wni  attend  to  business  in  his  Prolbssion  la  the  Coal  Region  and 
vicinity. 

REFERENCES: 
Jerry  Cottlet,  £«?.,  Neie  York.  ••'•  ■ 

CoL  Wm.  Young  do. 

Jag.  W.  McCulluh,  Esq.,  late  U.  S.  Treait.,  Washington. 
June  25,  1853. 

To  En§rineers,  Architects  and 
Draughtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gentlemen  (n 
the  above  professions,  that  he  has  constantly  on  hand  a 
great  variety  of  instnimenls  for  Field  and  Office  use. 

JA8.  PRENTICE, 
Fob.  9, 1853.  1  Cliambcr  street.  New  York. 

Gas  Fixtures. 

FIXTURES  for  Burning  Gas  for  Lighting  Public  Buildings 
Private  Dwellings,  Stores  and  Factories,  manufactured  >y 
the  subscriber  in  great  variety.  Orders  by  Mail,  or  left  at  tha 
Factory  on  Causeway  street,  will  Ije  promptly  attended  to. 

HENRY  N.  HOOPER  Sl  CO. 
BoMon,  March  23, 1850. 6inl3 

H.  SAWYER 

(of  the  tate  firm  of  SAWYER  &.  HOBBY),    ^'- : 
Manufacturer  of  Transits  and  Levels, 

HAS  removed  to  Union  Place  near  Warburtoo  Av.,  Yotdters. 
N.  Y. 

Sewall  &  Crehore 

CIVIL  ENGINEERS, 

ST.  PAUL   MINESOTA. 
Joairs  S.  SawALU  Cbas  Viid.  CaiHoaa. 

Edg^e  Tools. 

THE  Uudcrhill  Edge  Tool  Company  manufacture  from  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  foi 
the  New  England,  Southern  and  Western  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  constantly  kept  on 
hand  at  their  Warehouse,  53  Kilby  street,  Boston. 
December  18, 1852.  WM.  S.  SAMPSON,  Jiz^n^ 
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daily  discipline  has  been  little  calculated  to  make 
them  acute  men  of  the  world ;  retired  tradesmen 
whoee  retail  transactions  have  given  them  email 
ability  for  grasping  large  considerations ;  servants 
poraessed  of  accumulated  savings  and  cramped 
noti<m8 ;  with  sundry  others  of  like  helpless  char- 
acter— all  of  them  rendered  more  or  less  conser- 
vative by  ignorance  or  timidity,  and  proportion- 
ately inclined  to  support  those  in  authority.  To 
these  should  be  added  the  class  of  temporary 
shareholders,  who,  having  bought  stock  on  specu- 
lation, and  knowing  that  a  revolution  in  the  com- 
pany is  likely  to  depress  prices  for  a  time,  have 
an  interest  in  supporting  the  board  irrespective  of 
the  goodness  of  its  policy.  Turn  now  to  those 
whose  efforts  are  directed  to  railway  expansion. 
Consider  the  constant  pressure  of  local  interests — 
of  small  towns,  of  ror^  districts,  of  land  owners — 
all  of  them  eager  for  branch  accommodation ;  all 
of  them  with  great  and  definite  advantages  in 
view ;  few  of  them  conscious  of  the  loss  those  ad- 
vantages may  entail  on  others.  Remember  the 
inflaeuce  of  legislators,  prompted,  some  by  their 
constituents,  some  by  personal  aims,  and  encour- 
aged, most  of  them,  by  the  belief  Ihat  additional 
railway  facilities  are,  in  every  case,  nationally 
beneficial ;  and  then  calculate  tbe  extent  to 
which,  as  stated  to  Mr.  Cardwell's  committee, 
Parliament  has  ''excited  and  urged  forward" 
companies  into  rivaliy.  Observe  tbe  temptations 
under  which  lawyers  are  placed — the  vast  profits 
accruing  to  them  from  every  railway  contest. 
wbethisr  ending  in  success  or  failure  :  and  then 
imagine  the  magnitude  and  subtlety  of  their  ex- 
Conceive  the  urgency  of  the 


IlAttway^  M*rala  aad  Rallwmjr  Polley. 

Crraa  tiw  October  Namber  of  the  Bdiabuxsh  Beriew.) 
(OoBti««ad  from  VmgtIM] 

Need  we  any  lonfer  wonder,  then,  at  the  per^ 
sistenee  of  Railway  Companies  in  seemlDgly  reck-' 
lets  cooipetitioQ  and  ruinous  extensioiis  1  b  not 
this  obstinate  continuance  of  a  policy  that  has  tension  mancenvring. 

year  after  year  proved  disastrous,  suffidently  ex- ;  engineering  profession,  to  the  richer  of  whom  more 
plieable  on  contemplatiDg  the  many  illegitimate  railway-making  means  more  wealth ;  to  the  mass 
inflaeaeefl  at  werki  Is  it  not  manifest  that  the  ef  whom  more  railway-making  means  daily  bread. 
small  organised  party  always  ont-mancenvres  the  Estimate  the  ct^italist  power  of  conu-actors, 
large  nnorgaillsed  one  1  Coiisider  tiieir  respective  unemployed  plant  brings  heavy  loss :  whose  plant 
characters  and  circontttattcec.  Here  are  the  when  employed  brings  gain.  Then  recollect  that 
shareholders  diffttsed  throughout  the  whole  king-! to  these  \aat — lawyers,  engineers  and  contractors, 
dom,  in  towns  and  country  houses,  knowing  no-! — the  getting  up  and  executing  of  new  undertak- 
thiof  of  eack  other,  and  too  remote  to  co-<>perate  ings  is  a  bnsiness — a  business  to  which  every 
were  they  acquainted.  Very  few  <^  them  see  a 'energy  is  directed;  in  which  long  years  of  prac- 
railway  journal ;  not   many   a   daily    one ;  and '  ■      • 


scaroely  any  know  much  of  railway  politics.  Ne- 
cessarily a  fluctuating  body,  only  a  small  number 
are  familiar  with  the  company's  history — its  acta, 
engagement,  policy  and  management.  A  great 
proportion  are  incompetent  to  judge  of  the  qoQs- 
tions  thaft  eooae  before  them,  aixi  lack  decision  to 
act  out  rack  jodgments  aa  they  may  fbrm — execu- 
tors who  do  net  Ukn  to  take  steps  involving  mnch 
responsibility ;  tntstees  fearful  of  interfertog  with 
the  proper^  wider  Uieir  care,  leet  posdble  loss 
shoidd  eatidl  a  lawsuit ;  widows  who  have  neret- 

io  thMr  livM  Mied  ibr  tteiaselves  m  aay  aifidr  oflgetber^  in  Palace  Yard  hotels^  in  the  lobbies,  in 
ladMr,  alHM  aenrov  and  imMv   ' 


'tice  have  given  great  skill;  and  to  the  facilitation 
of  which  sdt  means  tolerated  by  men  of  the  world 
are  thought  justifiable.  Finally,  consider  that  the 
classes  interested  in  carrying  out  new  schemes  are 
in  constant  communication,  and  hava  every  facili- 
ty for  combined  action.  A  great  part  of  them  live 
in  London,  and  most  of  these  have  offices  at  West- 
minster— in  Oreat  Ge<»^  Street,  in  Parliament 
Street,  clustering  round  the  Legislature.  Not 
only  are  they  thus  concentrated,  not  rnlj  are  they, 
Uuraoghout  the  year,  in  frequent  business  ioter- 
course ;  but  during  tbe  sessioo  they  are  daily  to- 


cent  of  «n  bnriawi  knowledfe;  ctorgyxnen  whose 


spread,  ill-informed,  unorganised  body  of  share- 
holders standing  severally  alone,  and  each  pre-oc- 
cupied  with  bis  datily  affairs,  should  be  coutinual- 
ly  out-generalled  by  tbe  comparatively  small  but 
active,  skillful,  «o«ibiued  body,  opposed  to  tbem- 
whose  very  occupation  is  at  stake  in  gaining  the, 
victory  1 

"Bat  how  about  the  directors  1"  it  will  perhaps 
be  asked.  "How  can  they  be  parties  to  these  ob- 
viously unwise  ucdertakings  1  They  are  them- 
selves shareholdeiis ;  they  gain  by  what  benefiu 
tbe  proprietary  at  large ;  they  lose  by  what  injures 
it.  And  if,  without  their  consent,  or  rather  their 
agency,  no  new  scheme  can  be  adopted  by  tbe 
company,  the  classes  interested  in  fostering  rail- 
way enterprise  are  powerless  to  do  harm." 

This  belief  in  tbe  identityA>f  directorial  and  pro- 
prietary interesta  is  the  fatal  error  commonly 
made  by  the  shareholders.  It  is  this  which,  in 
spite  of  many  bitter  experiences,  leads  them  to  be 
so  carelesj  and  so  trustful.  "Their  profit  is  our 
profit ;  their  loss  is  our  loss ;  they  know  more  than 
we  do ;  therefore  let  us  leave  tbe  matter  to  ^^fpa  " 
Such  ia  the  arguement  which  more  or  less  de^- 
itely  passes  through  the  shareholding  mind — an 
argument  of  whi<^  the  premises  are  vicious,  and 
the  inference  disastrous.  Let  us  consider  in  it  de- 
tail. 

Not  to  dwell  upon  tbe  many  disclosuret  Out 
have  in  years  past  been  made  respecting  the  share- 
trafl^king  of  bonds,  and  the  large  profits  realised 
by  it — disclosures  which  alone  aut&ce  to  diaprere 
the  assumed  identity  between  tbe  interests  of  di- 
rectors and  proprietary — and  uking  for  granted 
that  little,  if  any,  of  this  now  takes  place,  let  as 
go  on  to  notice  Uie  still  prevailing  infiueuces  which 
render  tbe  apparent  nniiy  of  purpose  deceptive. — 
The  immediate  interest  which  directors  have  in 
tbe  prosperity  of  the  company,  is  oflan  much  less 
than  is  supposed.  Occasionally  they  possess  only 
the  bare  qualificaiion  of  IOO(M.  wonb  of  slock.  In 
some  instances  even  this  is  partly  nominal  Ad- 
mitting, however,  as  we  de  frankly,  that  in  the 
great  majority  of  cases  tbe  fall  qualificaiioD,  and 
much  more  than  tbe  qualification  is  held,  yet  it 
mast  be  bore  in  mind  that  the  indirect  advantages 
which  a  wealthy  member  of  a  board  may  gain 
from  the  prosecution  of  a  new  imdertaking,  will 
often  far  outweigh  th6  direct  injury  it  will  infliel 
on  him  by  tbe  depreciation  of  liis  shares.  A 
board  usually  consists,  to  a  considerable  txteat, 
of  gentlemen  residing  at  different  points  tuiongh- 
out  the  tract  of  country  traversed  by  the  railway 
they%ontrol;  sotne  of  them  laDdowoers;  some 
merchants  or  manufacturers;  some  owners  of 
mines  or  shipping.  Almost  always  these  are  ad- 
vantaged more  or  less  by  a  new  branch  or  feeder. 
Those  in  close  proximity  to  it  often  gain  great  bea- 


the  oomMttae-rooBis,  In  the  House  of  Oommon«l|its  either  by  rahanoed  rwivn  of  land,  or  by  io- 
itMl£    Ii  tt  aoy  wrader  thca  tbat  the  widefcreaMd  lacilitiea  ot  traotit  for  their  commodities. 
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Patent    Wrought   Iron   Rail- 
road Chair. 

Tnn  Hiulersigncil  are  now  prf"|>areJ  to  maiinr«cture  their 
Patent  Wniuglit  Iron  Railroad  Cliair,  at  tlio  rate  of  tifleen 
tons  |H'r  iliv.  They  are  maiJe  exclusively  from  host  Trontnn 
Iron,  vvliifli  roroivod  the  prize  ine<lal  for  strength  at  the  World's 
Fair  at  London. 

The  patent  is  for  the  CHAIR  itself— wliieh  is  formed  l>y  rais- 
ing tlio  lip  out  of  the  plate  sulliciently  high  to  receive  the  rail. 
It  ii  oliviou*  that  while  t!ie  strain  upon  the  lip  is  bo  »:li(;ht  as  to 
remove  all  danger  of  its  hreaking,  it  become3  less  the  more 
ti-htly  the  lip  is  made  to  clHsp  the  rail.     The  cheapness  ami 
duraiiility  of  the  chairs,  and  the  facility  with  which  the  track 
can  be  adjusted,  coniiiicnd  them  to  public  favor. 
SIZKS   AXD  I'llICES. 
A  Chair  8  by  7X  inches,  3  8  inch  thick,  cost  28^  cents. 
"  '•  •'        7  10  "  "     33        " 

((  II  II        J.2  II  II     37  i^     " 

"  •'  "        5-8  "  "     47        " 

Other  sizes  are  maile  to  order  at  e(|uivalent  rales.     Samv>le 
Chairs  will  be  forwarded,  free  of  char>re,  on  application  to 

CUOPEH  &  HEWITT, 
December  1, 18j2.  17  Burling  Slip,  New  York. 

SEPTIMUS  NORRIS^ 

CIVIL,  MECHANICAL  &  CONSULTINCl  ENGINEER 

OFFERS  his  MTvices  to  Railroad  Companies  and  Engineers, 
to  provKlo  them  with  I'lans  and  I'l ojiortions  of  Locomo 
lives  fiir  buniint?  coal  or  wix)d  ;  calliiit;  the  attention  of  Engi- 
neer* and  Railroad  Managers  to  his  Atip  Patent  Boiler  J'ur 
burning  Anthracite  Cunl ;  also  I'lans  for  I>ei>ot  Buildm-.'s, 
Railroad  Too'-,  and  all  kinds  of  .Machinery  appertaining  to 
Railroads  ;  he  will  also  su|)erinteiid  personally  the  construction 
and  building  of  any  Locomotives  they  may  order,  in  this  or  any 
other  city,  so  as  to  iii-ure  the  Companies  receiving  good  ma- 
chines and  faithful  workman.>-hip. 

Having  been  engaged  for  many  years  iirofes;;ionally  a.s  Enfi 
neer  u|>on  many  of  our  mast  nuiMirtant  Road;<,  in  their  Loca- 
tion, Uiiildii.g  and  E<|ui|>ment,  and  for  the  last  20  years  prarii- 
cally  ei.gaged  in  the  Maniifuctiirc  of  liOconiotivi-s,  feels  satis- 
tii'd,  he  can  save,  the  Cinnjxmiex  uho  ■xun/  think  jirojirr  to  (a 
gage  his  serricLx,  iiiiiu)/  c/oHam,  mid  lusx  hij  rrri  icing  imjinfict 
nuiihiius,  which  liave  been  built  and  lait  together  hastily. 
Addrc^  to  No.  28  Summer  st,  l'luladeli>hia. 


ENGINEERS. 


A 

lo 


To  Civil  EngiiicerH. 

GRADUATE  of  one  ol  the  best  schools  of 
Civil  Eiigiiicering  in  Etirope,  lately  returned 
tlii.s  couitiy,  wishes  to  connect  himself  with 
an  Engineer  of  eminence  ami  experience  as  as- 
sistant. --Refi-reno-'S  unexocptionablo  as  to  qiiali- 
fic.alious  and  character. — Address  Engineer,  Box 
3285.  P.  0.,  New  York.  2t  45 

Railroad  Iron. 

O   (\r\l)  '^'*^'S  Railroad  Iron,  54   to  GO    bs.  per  lineal 
^m\J\J\J  yard.     For  fale  bv 

THEODORE  DEHON, 
26>i  Broadway, 

A'«ir  York. 
Contmcts  made  a?"  nbovo  for  Railrt  dellvcra       m  English  or 
American  ports  at  lowest  ratei 


Atkinson,  T.  C, 

Mininir  nnd  Civil  Engineer, 

.\lo\niidria,  Va. 


Barnes,  Oliver  W., 

Chief  F.ng.  Pittsburg  ami  Coiuicl|;ville  n.Il.  Co.,  Pitt  burg.  Pa. 


Edward  Boyle, 

Chief  Engliic-or,  2d,  3d,  and  9ih  Avenue  Rnilroads  New  York 
Ollico  123  Chambers  Et. 

Clement,  Wni.  H., 

Little  Miami  Railroad,  Cincmnati,  Ohio. 


Cozzens,  W,  H,, 

Kngineer  and  Surveyor,  St.  Louis,  Mo. 


Alfred  W.  Craven, 

Chief  Engineer  Croton  Aqueduct,  New  York. 


Charles  W,  Cop  eland. 

Steam  Marine  and  Railway  Engirifor, 
64  Broitdway,  New  York. 


Davidson,  M.  O., 

Civil  and  Mining  Engineer,  Cumberl-uid,  Mel. 


C.  Floyd-Jones., 

Division  Engineer  3d  and  12th  Divisions. 

Illinois  Central  Kailroad. 

Vmiduiia,  HI. 


Gay,  Edward  F., 

Civil  Engineer,  Pliiladdphia,  Pa. 


Gilbert,  Win.  B., 

.Syiacuseaud  Binghnmlon  iiailjoad,  Syracuse,  iV.Y. 

Gzow.ski,  Mr., 

3'.  Lawrence  &  Atlaniitt  Railroad.  Montreal.  Canada. 

Grant,  James  11., 

New  Orleans  and  Nashville  R.R.,  .Aberdeen,  Misa, 

Holconib,  F.  P. 

Cbie  Eng.  Augiiata  ami  Wa>-nesbi.>ro,  and  Savannah  ao  1  P  usa- 
cola  K.iilrouds,  Marthaaville,  Mucon  Co.,  Qa 


S,  W.  Kill, 

Minlns/  Ktigin'-erand  Surveyor,  F.nijle  River, 
Lake  Superior. 


linger,  T.  P., 

North,  astern  Railroad,  Charleston,  S.  ('. 


1>.  31itcliell,  Jr., 

Cliief  Engineer  Pitt^biuyh  andSliubeiiville,  and  Chartiers  Vallej 
Railroad-,  Pitt-bur;.',  Pa. 


NUGENT'S  COLI^EGE 

OF 

ENGINEERS  AND  MECHANICS, 

Public  Square,  Clereland,  Ohio. 
E.  Ni'CJENT,  0.  E.,  Principal. 

THE  design  of  this  Institution  is  to  aflronl  young  men  au  op- 
portunity of  aiquirin^  a  knowledge  of  the  profession  of 
Civil  Enaineerini,',  nnd  to  Mi'Chanics  and  Tradesmen  a  soimd 
theoretical  and  practical  knowledge  of  Mathematics,  Architec- 
tural and  Mechau.cal  Drafting,  I'iain  and  Ornamental  I'enman- 
sliip,  &c. 
tot  urther  particulari  Address  the  Princi  al.  I 


Sanuiel  Mc  fi^lroy, 

Assi.^tallt  Kn;,'ineer,  Ni-w  York  Na\y  Yard. 

Millie,  John  B.,  Civil  Enprjneer, 

Sackets  Harbor  and  t'arato^fa  R.  R.,  24  William  St.,  N.  Y. 

Miller,  jT  F^~~~~ 

Kuilalo  and  Conhoeton  Volley  llailroud,  Avon,  N.  V, 

Morris,  Ellwood, 

Engineer  .nnd  Atrent  DAUPHIN  A:  SUSQUEHANNA  CO., 
Cold  Sprin;;,  Leiiunon  Co.,  Penusjivania. 

Septimus  N  orris. 

Civil  and  Mechanical  Engineer,  Philudeljiliia. 

Saml.  &  G.  H.  Nott, 

Civil  Enj^ineurs,  No.  0  N!l^•^' ItuiKlin^'.Chimge  Avenue,  Boston. 

Osborne,  Rieliard  B., 

Civil  Engineer,  Office  73  South  4th  Pt.,  Philadrlihia. 

Priciiaid,  M.  B., 

Eant  Tciin.  and  Georgia  Railroad,  Knoxvillo,  Tonn. 


W.  Milnor  Roberts, 

Chief  Engineer  Alleghany  Valley  Railroad,  Pittsburgh,  Pa. 


Shanly,  Walter, 

Chief  Engineer  Bytown  and  Prescoit  Railway, 
Prescott,  C.mada. 


Roberts,  Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pittsbnrsh,  I*a. 


Sanford,  C.  O., 

South  Side  Railroad,  Virginia. 


Schlatter,  Charles  li., 

Civil  Engineer,  Ogdcnsburgh,  N.  Y. 


Strau^han,  J.  R., 

Ohio  end  Indiana  Railroad,  Rucyrus,  Ohio. 


Steele,  J.  Duttou, 

Pottstown,  Pa. 


Charles  B.  Stnart, 

Civil  Engineer,  New  York. 


Edward  VV^.  Serrell, 

Civil  Engineer,  107  Broadway,  New  York.     ■ 

P.  J.  Tonrnadre, 

Chief  Engineer  Vicksburg,  Shrcveport  and  Texas  R.R., 
Vicksbure,  Miss. 


Trautwine,  John  C, 

Civil  Engineer  and  Architect,  Philadelphia. 


Troost,  Lewis, 

Alabama  and  Tennessee  Railroad,  Selina,  Ala. 

A.  B.  Warford, 

Chief  Engineer,Susqucbanna  Railroad,  Harrisbu       Pa. 


Whipple,  S., 

Civil  Engineer  and  Bridge  Builder,  Albany,  N.  Y 


II 


Wm.  J.  Young 


AS  removed  his  Engineering  and  Surveying  Instrument  Man 
ufactory  to  No.  S3.  North  Seventh  Street,  Philadelphia. 


BUSINESS    CARDS. 


Itailroad  Instruments. 

THEODOLITES,  TRANSIT  COMPASSES  AND  LEVEL  S 
on  a  new  principh-,  with  Fraunhofers  Munich  fi lasses,  Su  r  - 
veyors'  Compasses,  Barometers,  Chain.s,  Drawing  Inatrumciits  . 
etc.,  all  of  the  l>e.st  quality  and  workmanship,  fir  saie  at  unii  s- 
ually  low  prices  by  E.  &  G.  W.  BLUNT, 

New  York,  Dec.  1, 1851.  No.  179  Water  street. 

tfames  Hei*ron,  Civil  Engineer, 

OF  THE  UNITED  STATES  NAVY  YARD, 

PENSAOOLAi,  FLORIDA., 

PATENTEE  OP  THE 

HERRON     RAILWAY    TRACK 

Models  of  tills  Track,  on  the  most  improved   plan   may  be 
seen  at  the  Kiigineer's  otllce  oflhe  New  York&  Erie  Railro;id. 

W.  G.  ATKIIJSON; 

MINING  ENGINEER,  SURVEYOR  AND  DRAFTSMAN 

CUMBERLAND,  MARYLAND, 

Will  attend  to  bu5ine>;s  in  his  Profes.sion  la  the  Coal  Region  aod 
vicinity. 

REFERENCKa : 

Jerry  Coitlea,  Esq.,  Neie  York. 

Col.  Wm.    Young,  do. 

Jim.  W.  McCuliuh,  Esq.,  late  U.  «^.  T^eni.,  Washington 

June25,  lSo.3. 

To  Engineers,  Architects  and 
Draughtsmen. 

THE  undersigned  beir.s  re-pcclfully  to  inform  fieiitlemen  in 
the  above  professions,  that  he  has  constantly  on  hand  a 
great  variety  of  instnmients  for  Field  and  Oltice  use. 

JAS.  PRENTICE, 
Feb.  9,  1853.  1  Chamber  street,  New  York. 


Gas  Fixtures. 

FIXTURES  for  Burning  Gas  for  Lighting  Public  Bnildinif-j 
Private  Dwellings,  Stores  and  Factories',  manufactured  >y 
the  subscriber  in  great  variety.  Orders  by  Mail,  or  left  uttliu 
Factory  on  Causeway  street,  will  be  proniptiv  uttcndi'd  to. 

HENRY  N.  HOOPKR  &  CO. 
Rnsfoii,  March  23, 1650.  6nil3 

H.  SAWY  ER 

(of  the  late  flrm  of  SAWYER  &  IIOBBYi, 
Manufacturer  of  Transits  and  Levels, 

HAS  removed  to  Union  Place  near  Wai burton  Av.,  Yonkers. 
N.  Y. 

Sewall  &  crehore 

CIVIL  ENGINEEltS, 

ST.  PAUL    MIKESOTA. 

JonuH  3  SiWALL.  Ohas  VacD.  Cbbbori. 

Edge  Tools. 

THE  UMderhill  Edge  Tool  Comp.iny  manufacture  from  the 
liest  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  foi 
the  New  England,  Southern  an<l  Western  trade,  including  Axes, 
Ad/es,  Picks  and  Chisel-* ;  all  of  which  are  constantly  kept  on 
hand  at  their  Warehouse,  63  Kilby  street,  Boston. 
December  18, 1862.  WM.  S.  SAMPSON,  A  eent. 
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daily  discipline  has  been  little  calculated  to  make 
them  acute  men  of  the  world  ;  retired  tradesmen 
whose  retail  transactions  have  given  them  small 
ability  for  grasping  large  considerations ;  servants 
possessed  of  accumulated  savings  and  cramped 
notions ;  with  sundry  others  of  like  helpless  char- 
acter— all  of  them  rendered  more  or  less  conser- 
vative by  ignorance  or  timidity,  and  proportion- 
ately incliaed  to  support  those  in  authority.  To 
these  should  be  added  the  class  of  temporary 
shareholders,  who,  having  bought  stock  on  specu- 
lation, and  knowing  that  a  revolution  in  the  com- 
pany is  likely  to  depress  prices  for  a  lime,  have 
an  interest  in  supporting  the  board  irrespective  of 
the  goodness  of  its  policy.  Turn  now  to  those 
whose  efforts  are  directed  to  railway  expansion. 
Consider  the  constant  pressure  of  local  interests— 
of  small  towns,  of  rural  districts,  of  landowners — 
all  of  them  eager  for  branch  accommodation  ;  all 
of  them  with  great  and  definite  advantages  in 
view ;  few  of  them  conscious  of  the  loss  those  ad- 
vantages may  entail  on  others.  Remember  the 
influence  of  legislators,  prompted,  some  by  their 
constituents,  some  by  personal  aims,  and  encour- 
aged, most  of  them,  by  the  belief  that  additional 
railway  facilities  are,  in  every  case,  nationally 
beneficial ;  and  then  calculate  the  extent  to 
which,  as  stated  to  Mr.  Caidwcll's  committee, 
Parliament  has  '•  excited  and  urged  forward' 
companies  into  rivalry.  Observe  the  temptations 
under  which  lawyers  are  placed — the  vast  profits 
accruing  to  them    from   every   railway  contest. 


Rallw^ay  Moral*  and  Railw^ay  Policy. 

(Trom  the  October  Number  of  the  Edinburtrb  Review.) 
[ContlBued  from  Page  742  ] 

Need  we  any  longer  wonder,  then,  at  the  per- 
sistence of  Railway  Companies  in  seemingly  reck- 1  whether  ending  in  success  or  failure  :  and  then 
less  compietition  and  ruinous  extensions  1  Is  not  imagine  the  magnitude  and  subtlety  of  their  ex- 
this  obstinate  continuance  ^f  a  policy  that  has  tension  manoeuvring.  Conceive  the  urgency  of  the 
year  after  year  proved  disastrous,  sufficiently  ex-  engineering  profession,  to  the  richer  of  whom  more 
plicable  on  contemplating  the  many  illegitimate  railway-making  means  more  wealth;  to  tbe  miiss 
infloences  at  work  1  Is  it  not  manifest  that  the  ef  whom  more  railway-making  means  daily  bread, 
small  organised  party  always  out-manoeuvres  the  Estimate  the  capitalist  power  of  contractors, 
large  unorganised  one  1  Consider  their  respective  unemployed  plant  brings  heavy  loss :  whose  plant 
characters  and  circumstances.  Here  are  the  when  employed  brings  gain.  Then  recollect  that 
shareholders  diffused  throughout  the  whole  king-  to  these  last — lawyers,  engineers  and  contractors, 
dom,  in  towns  and  country  houses,  knowing  no-' — the  getting  up  and  executing  of  new  undertak- 
thing  of  each  other,  and  too  remote  to  co-operate  ings  is  a  business — a  business  to  which  every 
were  they  acquainted.  Very  few  of  them  see  a  energy  is  directed;  in  which  long  years  of  prac- 
railway  journal;  not  many  a  daily  one;  and  tice  have  given  great  skill ;  and  to  the  facilitation 
scarcely  any  know  much  of  railway  politics.     Ne- '.  of  which  all  means  tolerated  by  men  of  the  world 


cessarily  a  fluctuating  body,  only  a  small  number 
are  familiar  with  the  company's  history — its  acts, 
engagement,  policy  and  management.  A  great 
proportion  are  incompetent  to  jud^e  of  the  ques- 
tions that  come  before  them,  and  lack  decision  to 
act  out  such  judgments  as  they  may  form — execu- 
tors who  do  not  like  to  lake  steps  involving  much 
responsibility  ;  trustees  fearful  of  interfering  with 
the  property  under  their  care,  lest  possible  loss 
should  entail  a  lawsuit ;  widows  who  have  never 
in  their  lives  acted  for  themselves  in  any  affair  of 
moment;  Biaiden  ladies,  alike  nervous  and  inno- 


are  thought  justifiable.  Finally,  consider  that  the 
classes  interested  in  carrying  out  new  schemes  are 
in  constant  communication,  and  havj  every  facili- 
ty for  combined  action.  A  great  part  of  them  live 
in  London,  and  most  of  thestt  have  offices  at  West- 
minster— in  Great  George  Street,  in  Parliament 
Street,  clustering  round  the  Legislature.  Not 
only  are  they  thus  concentrated,  not  only  are  they, 
throughout  the  year,  in  frequent  business  inter- 
course ;  but  duriug  the  session  they  are  daily  to- 
gether,, in  Palace  Yard  hotels,  in  the  lobbies,  in 
the  committee-rooms,  in  the  House  of  Commons 


cent  of  all  btuiaess  knowledge;  clergymeu  whose  [itself.     Ii   it  any  woader  theo  that  the  wide 


spread,  ill-informed,  unorganised  body  of  share- 
holders standing  severally  alone,  and  each  pre-oc- 
cupied  with  his  daily  affairs,  should  be  continual- 
ly out-generalled  by  the  comparatively  small  but 
active,  skillful,  eombiued  body,  opposed  to  them- 
whose  very  occupation  is  at  stake  in  gaining  the, 
victory  1 

"But  how  about  the  directors  1"  it  will  perhi^s 
be  asked.  "How  can  they  be  parties  to  these  ob- 
viously unwise  ULdertakings  7  They  are  them- 
selves shareholders ;  they  gain  by  what  benefits 
tbe  proprietary  at  large ;  they  lose  by  what  injures 
it.  And  if,  without  their  consent,  or  rather  their 
agency,  no  new  scheme  can  be  adopted  by  the 
company,  the  classes  interested  in  fostering  rail- 
way enterprise  are  powerless  to  do  harm." 

This  belief  in  the  identity  of  directorial  and  pro- 
prietary interests  is  the  fatal  error  commonly 
made  by  the  shareholders.  It  is  this  which,  ia 
spite  of  many  bitter  experiences,  leads  them  to  be 
so  carelesj  ami  so  trustful.  "Their  profit  is  our 
profit ;  their  loss  is  our  loss ;  they  know  more  than 
we  do ;  therefore  let  us  leave  the  matter  to  tittua.' 
Such  is  the  arguement  which  more  or  less  defin- 
itely passes  through  the  shareholdiug  mind — an 
argument  of  which  the  premises  are  vicious,  and 
the  inference  disastrous.  Let  us  consider  in  it  de- 
tail. 

Not  to  dwell  upon  the  many  disclosures  that 
have  in  years  past  been  made  respecting  tbe  share- 
trafficking  of  bonds,  and  the  large  profite  realised 
by  it — disclosures  which  alone  sutSce  to  disprove 
tbe  assumed  identity  between  the  interests  of  di- 
rectors and  proprietary — and  taking  for  granted 
that  little,  if  any,  of  this  now  takes  place,  let  us 
go  on  to  notice  the  still  prevailing  influences  which 
render  the  apparent  unity  of  purpose  deceptive. — 
Tbe  immediate  interest  which  directors  have  in 
the  prosperity  of  the  company,  is  often  much  less 
than  is  supposed.  Occasionally  they  possess  only 
tiie  bare  qualification  of  1000^.  worth  of  stock.  In 
some  instances  even  this  is  partly  nominal.  Ad- 
mitting, however,  as  we  do  frankly,  that  in  the 
great  majority  of  cases  the  full  qualification,  and 
much  more  than  the  qualification  is  held,  yet  it 
must  be  bore  in  mind  that  the  indirect  advantages 
which  a  wealthy  member  of  a  board  may  gain 
from  the  prosecution  of  a  new  undertaking,  will 
often  far  outweigh  the  direct  injury  it  will  inflict 
on  him  by  the  depreciation  of  his  shares.  A 
board  usually  consists,  to  a  considerable  extent, 
of  gentlemen  residing  at  different  point*  toiuugb- 
out  the  tract  of  country  traversed  by  the  railway 
they  %ontrol ;  some  of  them  landowners ;  some 
merchants  or  manufacturers;  some  owners  of 
mines  or  shipping.  Almost  always  these  are  ad- 
vantaged more  or  less  by  a  new  branch  or  feeder. 
Those  in  close  proximity  to  it  often  gain  great  ben- 
■fits  either  by  enhanced  value  of  land,  or  by  in- 
created  facilities  ot  traosit  for  their  commodities. 
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Those  at  more  remote  parts  of  the  main  line, 
though  less  directly  interested,  are  still  frequently 
interested  in  some  degree ;  and  if  it  is  one  effect- 
ing a  junction  with  some  other  system  of  railways 
the  greater  mercantile  conveniences  afforded  to 
directors  thus  circumstanced  become  important. 
Obviously,  therefore,  the  indirect  profits  accruing 
to  such  irom  the  prosecution  of  oae  of  these  new 
undertakings,  may  more  than  counterbalance  the 
direct  loss  upon  their  railway  investments;  and 
though  there  are,  doubtless,  men  far  too  honora- 
ble to  let  such  considerations  away  them,  yet  the 
generality  can  scarcely  fail  to  be  affected  by  temp- 
tations so  strong.  Then  we  have  further  to  bear 
in  mind,  the  influences  brought  to  bear  upon  di- 
rectors having  seats  in  Parliament.  Already  these 
have  been  noticed ;  and  we  recur  to  them  only 
for  the  purpose  of  pointing  out  that  here,  too,  the 
immediate  evil  of  an  increased  discount  on  his 
lOOOi.  worth  of  stock  may  be  to  a  director  of  much 
less  consequence  than  the  favors,  patronage,  influ- 
ence, connections,  positiofi  which  his  aid  in  the 
carrying  of  a  new  scheme  will  bring  him — a  con- 
sideration which,without  saying  how  far  it  applies, 
suffices  to  show  that  in  this  respect,  also,  the  sup- 
posed identity  of  interests  between  directors  and 
shareholders  does  nit  hold. 

But  greatly  as  this  supposed  identity  is  weaken- 
ed by  the  influences  assigned,  the  disunion  of  in- 
terests they  produce  is  further  increased  by  the 
system  of  preference  stock.  Were  there  no  other 
cause  in  action,  this  practice  of  raising  capital 
for  supplementary  undertakings  by  the  issue  of 
shares  bearing  a  guaranteed  interest  of  6,  G  and  7 
per  cent.,  would  aloae  suffice  to  destroy  that  com- 
munity of  motives  which  is  supposed  to  exist  be- 
tween a  railway  proprietary  and  its  executive. 
Little  as  the  fact  is  at  present  recognised,  it  is  yet 
readily  demonstrated  that  by  raising  one  of  thebe 
mortgages,  a  company  Is  forthwith  divided  into 
two  classds ;  consisting  the  one  of  the  richer  share- 
holders, inclusive  of  the  directors,  and  the  other 
of  the  poorer  shareholders ;  of  which  classes  the 
richer  one  can  protect  itself  from  the  losses  which 
the  poorer  one  has  ^  bear — nay,  can  even  profit 
by  the  losses  of  the  poorer  one.  This  assertion, 
startling  as  it  will  be  to  many,  we  will  proceed  to 
prove.  -  •"-..■^  ■■'.-;  ,:4i-<.  :..'.' 

When  the  capital  required  for  the  execution  of  a 
branch  or  extension  is  raised  by  means  of  guaran- 
teed shares,  it  is  the  custom  to  offer  to  each  pro- 
prietor the  privilege  of  taking  up  a  number  of 
such  shares  porportionate  to  the  number  of  his 
original  shares.  It  is  manifest  that  by  availing 
himself  of  this  offer,  he  more  or  less  eflectually 
projects  himself  against  any  possible  loss  which 
the  new  undertaking  may  entail.  Should  this.not 
fulfilling  the  promises  of  its  advocates,  diminish 
in  some  degree  the  general  dividend,  yet  a  high 
dividend  on  the  due  proportion  of  preference  stock 
may  nearly  or  quite  compensate  for  this.  Hence 
it  becomes  the  policy  of  all  whe  can  do  so,  to  take 
up  as  many  guaranteed  shares  as  they  can  get. — 
But  what  happens  when  the  circular  announcing 
this  appointment  of  guaranteed  shares  is  sent 
round  to  the  proprietary  1  Those  who  possess 
much  stock,  being  generally  capitalists,  forthwith 
apply  for  as  many  as  they  are  entitled  to.  On  the 
other  hand,  the  smaller  holders,  constituting,  as 
they  do,  the  bult  of  the  company.having  no  availa- 
ble funds  with  which  to  pay  the  calls  on  new  shares, 
are  obliged  to  decline  them.  What  results'? 
When  this  additional  line  has  been  opened,  and  it 
turns  out,  as  usual,  that  its  revenue  is  insufficient 
to  meet  the  guaranteed  dividend  on  its  shares — 
when  the  general  income  of  the  company  is  laid 
under  contribution  to  make  up  this  guaranteed 
dividend — when,  as  a  consequence,  the  dividend 
on  the  original  stock  is  diminished — then  the 
poorer  shareholders  who  possess  origioal  stock  only 
find  themselves  losers ;  whilst  the  licher  one8,pos- 
sessing  guaranteed  shares  in  addition,  fitfl  that 
their  gain  on  preference  dividends  nearly  or  quite 
counterbalances  their  loss  on  general  dividends. 
Indeed,  as  above  hinted,  the  case  is  even  worse. 
For  as  there  is  nothing  requiring  the  large  share- 
proprietor  who  has  obtained  his  proportion  if 


guaranteed  stock,  to  retain  his  original  stock, — 
— as,  if  he  doubts  the  paying  character  of  the  new 
undertaking,  there  is  no  reason  why  he  should  not 
guadually  dispose  of  such  part  of  his  investment 
as  will  suffer  from  it;  it  is  obvious  that  he  may,  if 
he  pleases,  become  the  possessor  of  preference 
shares  only ;  and  may  so  obtain  a  handsome  re- 
turn for  his  money  at  the  expense  of  the  company 
at  large  and  the  small  shareholders  in  particular. 
To  what  extent  this  policy  is  pursued  we  do  not 
pretend  to  say.  All  which  it  here  concerns  us  to 
notice  is,  that  directors  being  almost  always  men 
of  large  means,  and  being  therefore,  able  to  avail 
themselves  of  t^is  guaranteed  stock  by  which,  at 
least,  much  loss  may  be  warded  off,  if  not  profit 
made,  are  liable  to  be  swayed  by  motives  different 
from  those  of  the  general  proprietary.  And  that 
they  often  are  so  swayed  there  cannot  be  a  doubt. 
Without  assuming  that  any  of  them  will  be  guilty  of 
so  flagitious  an  intention  as  that  of  benefitting  them- 
selves at  the  cost  of  their  co-proprietors  ;  and  believ- 
ing, as  we  do,  that  few  of  them  duly  realise  the  fact 
that  the  protection  they  will  have, is  a  protection  not 
available  to  the  mass  of  the  shareholders ;  we 
think  it  is  a  rational  induction  from  common  ex- 
perience that  this  prospect  of  compensation  will 
often  turn  the  scale  iu  the  minds  of  those  who  are 
hesitating,  and  diminish  the  opposition  on  the 
part  of  those  who  disapprove. 

Thus  the  belief  which  leads  the  majority  of 
rail  way  Jshareholders  to  place  implicit  faith  in  their 
directors,  is  an  erroneous  one.  It  is  not  true  that 
there  is  an  identity  of  interest  between  the  propri- 
etary and  its  executive.  It  is  cot  true  that  the 
board  forms  an  efficient  guard  against  the  intrigues 
of  lawyers,  engineers,  contractors,  and  others  who 
profit  by  railway-making.  On  the  contrary,  it  is 
true  that  its  members  are  not  only  liable  to  be 
drawn  from  their  line  of  duty  by  various  indirect 
motives,  but  that  by  the  system  of  guaranteed 
shares  they  are  placed  under  a  positive  tempta- 
tion to  betray  their  consitutents. 

And  now  what  is  the  proximate  origin  of  all 
these  corruptions  1  And  what  is  the  remedy  for 
them  t  What  general  error  in  railway  legislation 
is  it  that  has  made  possible  such  complicated  chi- 
caneries 1  Uow  happens  it  that  the  representative 
system  as  applied  to  railway  government  is  practi- 
cally inoperative  1  Whence  arises  this  facility 
with  which  interested  persons  continually  thrust 
companies  into  unwise  enterprises  1  We  believe 
there  is  a  very  simple  answer  to  these  questions, 
It  is  an  answer,  however,  which  will,  at  first  sight, 
be  thought  quite  irrelevant;  and  we  doubt  not 
that  the  corollary  we  propose  drawing  from  it  will 
be  forthwith  condemned  by  practical  men  as  inca- 
pable of  being  acted  on.  Nevertheless,  if  such  will 
give  us  a  little  time  to  explain,  we  are  not  without 
hopes  of  showing  both  that  the  evils  labored  uu 
der  would  be  excluded  w^ere  this  principle  recog- 
nised, and  that  the  recognition  of  it  is  not  only 
feasible,  but  would  even  open  the  way  out  of  some 
of  the  perplexities  in  which  railway  legislation  is 
at  present  involved. 

We  conceive,  then,  that  the  fundamental  vice  of 
our  system,  as  hitherto  carried  out,  lies  in  the  mis 
inUrpretation  of  the  proprietary  contract — the  con- 
tract tacitly  enteied  into  between  each  share 
holder  and  the  body  of  shareholders  with  whom 
he  unites ;  and  that  the  remedy  desired  lies  simply 
in  the  enforcement  of  an  equitable  interpretation 
of  this  contract.  In  reality  it  is  a  strictly  limited 
one ;  in  practice  it  is  treated  as  altogether  unlimi- 
ted ;  and  the  thing  needed  is,  that  it  should  be 
clearly  defined  and  abided  by. 

Our  popular  form  of  government  has  so  habitu- 
ated us  to  seeing  public  questions  decided  by  the 
voice  of  the  majority,  and  the  system  is  so  mani- 
festly equitable  in  the  cases  daily  before  as,  that 
there  has  been  produced  in  the  general  mind  an 
unhesitating  belief  that  the  majority's  power  is  un- 
bounded. Under  whatever  circumstances,  or  for 
whatever  ends,  a  number  of  men  co-operate,  it  is 
held  that  whatever  difference  of  opinion  arises 
among  them,  justice  requires  that  the  will  of  the 
greater  number  shall  be  executed  rather  than  that 
»f  the  smaller  number ;  and  this  rule  is  supposed 


ppUcable,  be  the  question  at  is- 
fl^cpufirmed  is  the  conviction, 


to  be  uniformly  apt 
sue  what  it  may. 

and  so  little  have  tTI6  ethics  of  tlie  matter  been 
considered,  that  to  most  this  mere  suggestion  of  a 
doubt  will  cause  some  astonishment.  Yet  it  needs 
but  a  brief  analysis  to  show  that  the  opinion  is  lit- 
tle better  than  superstition.  Instances  may  readi- 
ly be  selected,  serving  at  once  to  prove  by  reduclio 
ad  absurdum,  that  the  right  of  a  majority  is  a 
purely  conditional  right,  valid  only  within  specific 
limits.  Let  us  take  a  few.  Swpose  that  at  the 
general  meeting  of  some  philanVopic  association, 
it  was  resolved  that  in  addition  to  relieving  dis- 
tress the  association  should  employ  home-mission- 
aries to  preach  down  popery.  Might  the  subscrip- 
tions of  Catholics  who  had  joined  the  body  with 
charitable  views  be  rightfully  used  for  this  end  f — , 
Suppose  that  of  the  members  of  a  book-club,  the 
greater  number,  thinking  that  under  existing  cir- 
cumstances, rifle  practice  was  more  important  than 
reading,  should  decide  to  change  the  purpose  of 
their  union,  and  to  apply  the  funds  in  hand  for  the 
purchase  of  powder,  ball  and  targets.  Would  the 
rest  be  bound  to  abide  by  this  decision  1  Suppose 
that  under  the  excitement  of  news  from  Australia, 
the  majority  of  a  Freehold  Land  Society  should 
determine,  not  simply  to  start  in  a  body  for  the 
gold  diggings,  but  to  use  their  accumulated  capi- 
tal to  provide  outfits.  Would  this  appropriation 
of  property  be  just  to  the  minority  1  And  must 
these  join  the  expedition  1  Scarcely  any  one 
would  venture  an  affirmative  answer  even  to  the 
first  of  these  questions ;  much  less  to  the  others. 
And  why "?  Because  all  must  more  or  less  clearly 
perceive  that  by  uniting  himself  with  others,  no 
man  can  be  equitably  betrayed  into  acts  utterly 
foreign  to  the  purpose  for  which  he  joined  them. 
Each  of  these  supposed  minorities  would  properly 
reply  to  those  seeking  to  coerce  them : — "  Wo 
combined  with  you  for  a  defined  object ;  we  gave 
money  and  time  for  the  furtherance  of  that  object ; 
on  all  questions  thence  arising  we  tacitly  agreed 
to  conform  to  the  will  of  the  greater  number  ;  but 
we  did  not  agree  to  conform  on  any  other  ques- 
tions. If  you  induce  us  to  join  you  by  professing 
a  certain  end,  and  then  undertake  some  other  end 
of  which  we  were  not  apprised,  you  obtain  our 
support  under  false  pretences  ;  you  exceed  the  ex- 
pressed or  understood  compact  to  which  we  com- 
mitted ourselves ;  and  we  are  no  longer  bound  by 
your  decisions.  Clearly  this  is  the  only  rational 
interpretation  of  the  matt.  r.  The  general  princi- 
ple underlying  the  right  government  of  every  in- 
corporated body,  is,  that  its  members  contract 
with  each  other  severally  to  submit  to  the  will  of 
the  majority  in  all  matters  concerning  the  fulJU- 
mtnl  of  the  object  for  which  they  were  incorporated ; 
but  in  no  others.  To  this  extent  only  can  they  con- 
tract. For  as  it  is  implied  in  the  very  nature  of  a 
contract  that  those  entering  into  it  must  know 
what  they  contract  to  do;  and  as  those  who 
unite  with  others  for  a  specified  object  cannot  con- 
template all  the  unspecified  objects  which  it  is  by- 
pothetically  possible  for  the  union  to  undertake ; 
it  follows  tbat  the  contract  entered  into  cannot  ex- 
tend to  such  unspecified  objects ;  and  if  there  ex- 
ists no  expressed  or  uuderatood  contract  between 
the  union  and  its  members  respecting  unspecified 
objects,  then,  for  the  majority  to  coerce  the  minoi- 
ity  into  undertaking  them,  is  nothing  less  thao 
gross  tyranny. 

Now  this  almost  self-evident  principle  is  whol- 
ly ignored  alike  in  our  legislation  and  the  proceed- 
ings of  our  companies.  Definite  as  is  the  purpose 
with  which  the  promoters  of  a  public  enteiprise 
ccmbine,  endless  other  purposes  not  dreamed  of 
at  the  outset  are  commonly  added  to  it ;  and  this, 
apparently  without  any  suspiciou  that  such  a 
course  is  altogether  uawarrautable,  unless  taken 
with  the  unanimous  consent  of  the  proprietors. — 
The  unsuspecting  shareholder  who  signed  the  sab- 
scription  contract  for  a  line  from  Qreatborough  to 
Graudport,  did  so  under  the  belief  that  it  would 
not  only  be  a  public  benefit  but  a  good  investment. 
He  was  familiar  with  the  country  ;  he  had  been  at 
some  trouble  to  estimate  the  traffic:  and  fully 
believing  that  be  knew  what  he  was  embarking  va. 
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be  pat  down  hia  name  for  a  large  amount.  The 
line  has  betn  made  :  a  few  years  of  prosperity 
have  jnstified  his  foresight :  when,  at  some  fatal 
special  meeting,  a  project  is  put  before  him  for  a 
branch  from  Littlehomestead  to  Stonyfield.  The 
will  of  the  board  and  the  intrigues  of  the  interest- 
ed oTcrbear  all  opposition ;  and  it  spite  of  the 
protests  of  so  many^who,  like  him,  see  its  impolicy 
he  presently  finds  hiibself  in  an  undertaking  which 
when  he  joined  the  promoters  of  the  original  line, 
he  had  not  the  remotest  conception  would  ever 
be  proposed.  From  year  to  year  this  proceeding 
is  repeated ;  his  dividends  dwindle  and  his  shares 
go  down ;  and  eventually  the  congeries  of  enter- 
prises to  which  he  is  committed,  grows  so  vast, 
that  thfe  first  enterprise  of  the  series  becomes  but 
a  small  fraction  of  the  whole.  Yet  it  is  in  virtue 
of  his  consent  to  this  first  of  the  series  that  all  the 
rest  are  thrust  upon  him.  He  feels  that  there  is 
an  injustice  somewhere  ;  but  believing  in  the  un- 
limited right  of  a  majority,  fails  to  detect  it.  He 
does  not  sue  that  when  the  first  of  these  exten- 
sions was  proposed  he  should  have  denied  the 
power  of  his  brother  shareholders  to  implicate  him 
in  an  undertaking  not  contemplated  in  their  deed 
of  incorporation.  He  should  have  told  the  advo- 
cates of  such  undertaking  that  they  were  perfect- 
ly free  to  form  a  separate  company  for  the  execu- 
tion of  it ;  but  that  they  could  not  rightfully  com- 
pel dissentients  to  join  in  a  new  project,  any  more 
than  they  could  rightfully  compelled  the  dissenti- 
euls  so  join  in  the  original  project.  Had  such  a 
shareholder  united  with  others  for  the  specified 
general  purpose  of  viaking  railways,  he  would 
have  no  ground  for  protest.  But  he  united  with 
others  for  the  specified  purpose  of  making  a  par- 
ticular railway.  Yet  such  is  the  confusion  of  ideas 
on  the  subject,  that  there  is  absolutely  no  diflference 
recognized  between  these  cases  ! 

It  will  doubtless  be  alleged  in  defence  of  all  this, 
that  these  secondary  enterprises  are  in  reality  sup- 
plementary to  the  original  one  ;  are  in  some  sense 
undertaken  for  the  furtheraace  of  it ;  professedly 
minister  to  its  prosperity ;  cannot,  therefore,  be 
regarded  as  altogether  separate  enterprises.  And 
it  is  trne  that  they  have  this  for  their  excuse.  But 
if  it  is  a  sufficient  excuse  for  accessories  of  this  na- 
ture it  may  be  made  a  sufficient  excuse  for  any  ac- 
cesiories  whatever.  Already  companies  have  carri- 
ed the  practice  beyond  itie  making  of  branches  and 
extensions.  Already  under  the  plea  of  bringingmore 
traffic  to  their  lines,  they  hare  constructed  docks; 
bought  lines  of  steam-packets  }  built  vast  hotels; 
deepened  river  channels.  Already  they  have 
created  small  towns  for  their  workmen ;  erected 
cburcl  es  and  schools ;  salaried  clergymen  and 
teachers.  Are  these  warranted  on  the  ground  of 
advancing  the  Company's  intereslsl  Then  thou- 
sands of  other  undertakings  are  similarly  warrant- 
ed. If  a  view  to  the  development  of  traffic  justi- 
fies the  making  of  a  branch  to  some  neighboring 
coal  mines,  then,  should  the  coal  mines  be  ineffici- 
ently worked,  the  same  view  would  justify  the  pur- 
chase of  them — would  justify  the  Company  in  be- 
coming coal-miners  and  coal-sellers.  If  anticipat- 
ed increase  of  goods  and  passengers  is  a  sufficient 
reason  for  carrying  a  feeder  into  an  agricultural 
district,  then  is  it  a  sufficient  reason  for  organiz- 
ing a  system  of  coaches  and  wagons  to  run  in  con- 
nexion with  this  feeder  ;  for  making  the  requisite 
horte-breeding  establishment;  for  hiring  the  need- 
ful farms  ;  for  buying  estates ;  for  becoming  agri- 
culturists. If  it  be  allowable  to  purchase  steam- 
ers plying  iu  conjunction  with  it ;  it  must  be  al- 
lowable to  set  up  a  yard  for  building  such  vessels; 
it  must  be  allowable  to  erect  depots  at  foreign 
ports  for  the  receipt  of  goods  ;  it  must  be  allow- 
able to  employ  commission  agents  for  the  collec- 
tion of  such  goods ;  it  must  be  allowable  to  ex- 
tend a  mercantile  organization  all  over  the  world 
From  making  its  own  engines  and  carriages,  « 
Company  may  readily  progress  to  manufacturing 
it^  own  iron  and  growing  its  own  timber.  From 
giving  its  employees  secular  and  religious  ioe^uc- 
tion,  and  providing  houses  for  them,  it  may  go  on 
^  supply  them  with  food,  clothing,  medical  atteu- 
oaace,  and  «U  tbe  needs  of  life,    from  beiog  a 


simply  a  corporation  to  make  and  work  a  railway, 
between  A.  and  B.,  it  may  become  a  miner,  manu- 
facturer, merchant,  ship-owner,  canal  proprietor, 
hotel-keeper,  land-owner,  house-builder,  farmer, 
retail  dealer,  priest,  teacher — an  organization  of 
indefinite  extent  and  complication.  There  is  no 
logical  alternative  between  permitting  this,  and 
strictly  limiting  the  corporation  to  the  object  first 
agreed  upon.  A  man  joining  with  otheis  for  a 
specific  purpose,  must  be  held  to  commit  himseli 
to  that  purpose  only;  or  else  to  all  purposes  what- 
ever that  they  may  choose  to  undertake 


But  proprietors  dissenting  from   one   of  these'  tion,  whether  in  virtue  of  some  expressed  or  un 


supplementary  projects  are  told  that  they  have 
the  option  of  selling  out.  So  might  the  dissenti- 
ents from  a  new  State-enforced  creed  be  told,  that 
if  thev  did  not  like  it  they  might  leave  the  coun- 
try. The  one  reply  is  little  more  satisfactory  than 
the  other  would  be.  The  opposing  shareholder 
sees  himself  in  possession  of  a  good  investment — 
one,  perhaps,  which,  as  an  original  subscriber,  he 
ran  some  risk  in  obtaining ;  this  investment  is 
now  about  to  be  endangered  by  an  act  named  in 
the  deed  of  incorporation ;  and  his  protests  are 
met  by  saying,  that  it  he  fears  the  danger  he  may 
part  with  his  investment.  Surely  this  choice  be 
tween  two  evils  scarcely  meets  his  claims.  More- 
over, he  has  not  even  this  in  any  fair  sense.  The 
very  rumor  of  qM  of  these  extensions  frequently 
cause  a  deprecinion  of  stock.  And  if  many  of  the 
minority  throw  their  shares  on  the  market  this  de- 
preciation is  greatly  increased ;  a  fact  which  fur- 
ther hinders  them  from  selling.  Thus  the  choice 
is  in  reality  between  parting  with  a  good  invest- 
ment at 'much  less  than  its  value ;  and  running 
the  risk  of  having  its  value  greatly  diminished. 

The  injustice  iuflicied  upon  minorities  in  the 
prosecution  of  this  extension  policy  is,  indeed,  al- 
ready recognized  in  a  certain  vague  way.  The 
recently  established  Standing  Order  of  the  House 
of  Lords,  that  before  a  company  can  carry  out  any 
new  undertaking,  three-fourths  of  the  votes  of  the 
proprietors  shall  be  recorded  in  its  favor,  clearly 
implies  a  perception  that  the  usual  rule  of  the  ma- 
jority does  not  apply.  And  again,  in  the  case  of 
the  Great  Western  Railway  Company  verses  Rush- 
out,  the  decision  that  the  funds  of  the  Company 
could  not  be  used  for  purposes  not  originally  au- 
thorized, without  a  special  legislative  permit,  in- 
volves the  doctrine  that  the  will  of  the  greater 
number  is  not  of  unlimited  validity.  In  both  these 
cases,  however,  it  is  taken  for  granted  that  a  State- 
warrant  can  justify  what  without  it  would  be  un- 
justifiable. We  must  take  leave  to  question  this. 
If  it  be  held  that  an  Act  of  Parliament  can  make 
murder  proper,  or  can  give  rectitude  to  robbery, 
it  may  be  consistently  held  that  it  can  sanctify  a 
breach  of  contract ;  but  not  otherwise.  We  are 
not  about  to  enter  upon  the  vexed  question  of  the 
standard  of  right  and  wrong;  and  to  inquire 
whether  it  is  the  function  of  a  Government  to  make 
rules  of  conduct,  or,  simply  to  enforce  rules  dedu- 
cibte  fiom  the  laws  of  social  life.  We  are  content 
for  the  occasion,  to  adopt  the  exp^iency-hypo- 
thesis ;  and  adopting  it,  must  yet  contend  that, 
rightly  interpreted,  it  gives  no  countenance  to  this 
supposed  power  of  a  Government  to  alter  the  lim- 
its of  au  equitable  contract  against  the  wishes  of 
some  of  the  contracting  parties.  For  as  under- 
stood by  its  teaokers  and  their  chief  disciples,  the 
doctrine  of  expediency  is  not  a  doctrine  implying 
that  each  particular  act  is  to  be  determined  by 
the  particular  consequences  that  may  be  expect- 
ed to  fiow  from  it ;  but  that  the  general  conse- 
quences of  entire  classes  of  acts  having  been  as- 
certained by  induction  from  experience,  rules  shall 
t>e  framed  for  the  regulation  of  such  classes  of 
acts,  and  each  rule  shall  be  uniformly  applied  to 
every  act  coming  under  it.  Our  whole  adminis- 
tration of  justice  proceeds  on  this  principle  of  in- 
variably enforcing  an  ordained  course,  regardless 
of  special  results.  Were  immediate  consequences 
to  be  considered,  the  verdict  gained  by  the  rich 
creditor  against  the  poor  debtor  would  generally 
be  reversed :  for  the  starvation  of  the  last  is  a 
much  greater  evil  than  the  inconvenience  of  the 


unpunished;  a  great  proportion  of  mens  wills 
would  be  cancelled ;  many  of  the  wealthy  would 
be  dispossessed  of  their  fortunes.  But  it  is  cleaily 
seen,  that  were  judges  thus  guided  by  proximate 
evils  and  benefits,  the  ultimate  result  would  be  so- 
cial confnsion ;  that  what  was  immediately  ex^te- 
dient  would  be  ultimately  inexpedient ;  and  heuoe 
the  aim  at  rigorous  uniformity,  spite  of  incidental 
hardships.  Now,  the  biuditig  nature  of  agree- 
ments is  one  of  the  commonest  and  most  impor- 
tant principles  of  civil  law.  A  large  part  of  the 
causes  daily  held  in  our  courts  involve  the  ques- 


derstood  contract,  those  coDcerned  are,  or  are  not 
bound  to  certain  acts  or  certain  payments.  And 
when  it  has  been  decided  what  the  contract  im- 
plies, the  matter  is  settled.  The  contract  itself  is 
held  sacred.  And  this  sacreduess  of  a  contract, 
being,  according  to  the  expediency-hypothesis, 
justified  by  the  experience  of  all  nations  in  all  times 
that  it  is  generally  beneficial,  it  is  not  competent  for 
a  Legislature  to  declare  that  contracts  are  violable 
Assuming  always  that  the  contracts  are  themselves 
equitable,  there  is  no  rational  system  of  ethics 
which  warrants  the  alteratiuu  or  di&solving  of  them 
save  by  the  consent  of  all  concerned.  If  then  it 
be  shown,  as  we  think  it  has  been  shown,  that 
the  contract  tacitly  entered  into  by  railway  share- 
holders with  each  other  has  defiuite  limits,  it  is 
the  function  of  the  Government  to  enforce,  and 
not  to  abolish.,  thos^  limits.  It  cuinot  decline  to 
enforce  them  without  running  cJltitcr,  not  only 
to  all  theories  of  moral  obligation,  but  to  its  own 
judicial  system.  It  cannot  abolish  them  without 
glaring  self-stultification. 

Returning,  for  a  moment,  to  the  manifold  evils, 
of  which  the  misinterpretation  of  the  proprietary 
coLitract  was  assigned  as  the  cause,  it  only  re- 
mains to  point  out  that  were  the  just  constructibo 
of  this  contract  insisted  upon,  such  evils  would, 
in  great  part,  be  impossible.  The  various  illicit 
idfiuences  by  which  Companies  are  daily  betrayed 
into  disastrous  extensions  would  necessarily  be 
inoperative  when  such  extension  could  not  be  un- 
dertaken by  them.  When  such  extension  bad  to 
be  undertaken  by  independent  bodies  of  share- 
holders with  no  one  to  guarantee  them  good  divi- 
dends, the  local  and  class  interests  would  find  it 
a  less  easy  matter  than  at  present  to  aggrandize 
themselves  at  the  expense  of  others. 

And  now  as  to  the  policy  of  thus  modifying  rail- 
way legislation — the  commercial  policy  we  mean, 
Leaving  out  of  sight  the  more  general  social  inter- 
ests, let  us  glance  at  the  efi'ect  on  mercantile  in- 
terests— the  proximate  iu  iead  of  the  ultimate  ef- 
fects. The  implication  contained  in  the  last  para- 
graph, that  the  making  of  branches  and  supple- 
mentary lines  would  no  longer  be  so  facile,  will 
be  thought  to  prove  the  disadvantage  of  any  such 
limit  as  the  one  advocated.  Many  will  argue  that 
to  restrict  Companies  to  their  original  uuderuk 
iugs  would  fatally  cripple  railway  enterprise. — 
Many  others  will  remark  that,  however  detrimen- 
tal to  shareholders  this  extension  system  maj 
have  been,  it  has  uuuutestly  proved  beneficial  to 
the  public.  Both  these  positious  seem  to  us 
pre  than  questionable.     We  will  first  look  at  the 

t  ot  them.  • 

Even  were  travelling  accommodatioa  the  sole 
thing  to  be  considered,  it  would  not  be  true  that 
prodigality  in  new  lines  has  been  advantageous. — 
The  districts  supplied  have,  in  many  cases,  them- 
selves been  injured  by  it.  It  is  shown  by  the  evi- 
dence given  before  the  Select  Committee  on  Rail- 
way and  Canal  Bills,  that  iu  Lancashiee  the  ex- 
istence of  competing  lines,  has,  iu  some  cases, 
both  diminished  the  facilities  of  communication 
and  increa.ied  the  cost.  It- is  further  shown  by 
this  evidence  that  a  town  obtaining  branches  from 
two  antagonist  Companies,  by- and  by,  iu  c<>us«>- 
quence  of  a  working  arrangement  between  these 
Companies,  comes  to  be  worse  off  than  if  it  had 
but  one  branch — and  Hastings  is  quv^ted  as  an  ex- 
ample. It  is  again  shown  tuat  a  district  may  be 
wholly  deprived  of  railway  accommodation  by  the 
I  granting  of  the  superfluity  of  lines ;  as  in  the  case 


\ 


first.    Most  thefts  arising  from  distress  would  golof  Wilts  aud  Dorset.    In  l^ii-6,  tbe  Qreai  Wesv- 
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em  and  South  Western  Companies  projected  rival 
systems  of  lines  supplying  these  and  par'j  of  the 

adjacent  counties.  Tbe  Board  of  Trade  '"asserting 
that  there  was  not  sufficient  traffic  to  remunerate 
an  outlay  for  two  independent  railways,"  reported 
in  faror  of  the  Qreat  Western  schemes,  and  bills 
were  granted  for  them  ;  a  certain  agreement,  sug- 
gested by  the  Board  of  Trade,  being  at  the  same 
time  made  with  the  South  Western,  which,  in  re- 
turn for  reciprocal  advantages,  conceded  this  dis- 
trict to  its  rival.  Notwithstanding  this  agreement 
the  South  Western,  in  1847,  projected  an  exten- 
sion calculated  to  take  most  of  the  traffic  from  the 
Great  Western  extensions ;  and  in  1848,  Parlia- 
ment, thongh  it  had  virtually  suggested  this  agree- 
ment, and  the  Great  Western  Company  bad  al- 
ready spent  a  million  and  a  half  in  the  part  exe- 
cntioD  of  the  new  lines,  authorized  the  South 
Western  project.  The  result  was,  that  the  Great 
Western  Company  suspended  their  irorks;  the 
South  Western  Company  were  unable,  from  finan- 
cial difficulties,  to  proceed  wi:h  theirs ;  the  dis- 
trict has  remained  for  years  unaccommodated ; 
and  only  since  the  powers  ^ranted  to  tbe  South 
Western  have  expired  fiom  delay,  has  the  Qreat 
Western  re-commenced  its  long  suspended  under- 
takings. 

And  if  this  excessive  mulplication  of  supplemen- 
tary lines  has  often  directly  decrcasod  the  facil- 
ities of  communication,  still  more  has  it  done  this 
indirectly,  by  maintaining  the  cost  of  travelliDg 
on  tbe  main  lines.  Little  as  tbe  public  in  general 
are  consciocs  of  t)^  fact,  it  is  nevertheless  true 
that  they  pay  for  the  accommodation  of  un- 
remunerative  districts  by  high  fares  in  remunera- 
tive districts.  Before  this  reckless  branch-mak- 
ing commenced,  8  and  9  per  cent,  were  the  divi- 
dends returned  by  our  chief  railways ;  and  these 
dividends  were  rapidly  increasing.  The  maxi- 
mum-dividend allowed  by  their  Acts  is  10  per 
cent.  Had  there  not  been  unprofitable  extensions 
this  maximum  would  have  been  reached  many 
years  since ;  and  in  the  absence  of  tbe  power  to 
undertake  new  works,  the  fact  that  it  had  been 
reached  could  not  have  been  hidden.  Lower  rates 
for  goods  and  passe  ngers  would  necessarily  have 
followed.  These  w^uld  have  caused  a  large  in- 
crement of  traffic ;  and  with  tbe  aid  of  tbe  natur- 
al increase  otherwise  going  on,  the  maximum 
would  shortly  again  have  been  reached.  There 
can  scarcely  be  a  doubt  that  repetitious  of  this 
process  would,  before  now,  have  reduced  the  fares 
and  freights  on  our  main  lines  to  at  least  one-third 
less  than  the  present  ones.  This  reduction,  be  it 
remembered,  would  have  affected  those  railways 
which  subserve  commercial  and  social  intercourse 
in  the  greatest  degree, — would,  therefore,  have 
applied  to  the  most  important  part  of  the  traffic 
throughout  the  kingdom.  As  it  is,  however,  the 
greater  proportion  of  the  traffic  has  been  heavily 
taxed  for  the  benefit  of  tlie  smaller  proportion. — 
That  the  tens  who  travel  on  branches  might  have 
railway  communication,  the  hundreds  who  travel 
along  main  linos  have  been  charged  30,  perhaps 
40  per  cent,  extra.  Nay,  worse  ;  ilnxi  these  tens 
might  be  accommodated,  the  hitndreds  who  would 
have  been  brought  on  to  the  main  lines  by  lower 
fares  have  gone  unaccommodated.  Is  it  then  so 
clea^that  undertakings  which  may  have  been  dis- 
astrous to  shareholders  have  yet  been  been  bene- 
ficial to  the  public  1 

But  it  is  not  only  in  greater  cost  of  transit  that 
tbe  evil  has  been  felt ;  it  has  been  felt  also  in  di- 
minished safety.  The  moltiplicatiOQ  of  railway 
accidents  which  has  of  bate  years  drawn  so  much 
attention,  has  been,  in  no  inconsiderable  degree, 
caused  by  the  extension  policy.  The  relation  is 
n«t  obvious  :  and  we  had  ourselves  no  conception 
that  such  a  relation  existed  until  the  f.icts  illas- 
trative  of  it  were  furnished  to  us  by  a  director 
whohad  witnessed  the  whole  process  of  causation. 
When  preference  share  dividends  and  guarantees 
began  to  make  large  draughts  upon  half-yearly 
revenues — when  original  stock  was  greatly  depre- 
ciated, and  the  dividends  upon  it  fell  from  9  and 
8  per  cent,  to  i}4  s^ud  4  and  8)^,  great  dissatisfac- 
tioD  necessarily  arose  amongst    shareholders. — 


There  were  stormy  meetings,  motions  of  censure, 

and  committees  of  iDvestigation.  RetreDchment 
was  the  general  cry  ;  and  retrenchment  was  carri- 
ed to  a  most  imprudent  extent.  Directors  with 
an  indignant  proprietary  to  face,  and  under  the  fear 
that  tteir  next  dividend  would  be  no  greater,  per- 
haps less,  than  the  last,  dared  not  to  lay  out  mon- 
ey for  the  needful  repairs.  Permanent  way,  re- 
ported to  them  as  requiring  to  be  replaced,  was 
made  to  serve  awhile  longer.  Old  rolling  stock 
was  not  superseded  by  new  to  the  proper  extent ; 
nor  increased  ia  proportion  to  the  demand.  Com- 
mittees, appointed  to  examine  where  the  expendi- 
ture could  be  cut  down,  went  round  discharging  a 
porter  here,  dispensing  with  a  clerk  there,  and  di- 
minishing the  salaries  of  the  officials  in  general. — 
To  such  a  length  was  this  policy  carried,  that  in 
one  case,  to  ettect  a  saving  of  £1,200  per  annum, 
the  working  staff  was  so  crippled  as  to  cause,  in 
the  course  of  a  few  years,  a  loss  of  probably  £100,- 
000, — such,  at  least,  is  the  opinion  of  the  gentle- 
man on  whose  authority  we  make  this  statement, 
who  was  himself  one  of  the  retrenchment  commit- 
tee. What,  now,  was  the  result  of  ail  this  1  With 
the  line  out  of  condition  ;  with  engines  and  carri- 
ages neither  sufficient  in  number  nor  in  the  best 
working  order ;  with  drivers,  guards,  porters, 
clerks  and  the  rest  decreased  to  the  smallest  num- 
ber with  which  it  was  possible  to  work ;  with  in- 
experienced managers  in  place  of  tl^  experienced 
ones  driven  away  by  reduced  salarM;  what  was 
likely  to  occur  1  Was  it  not  certain  that  an  ap- 
paratus of  means  just  competent  to  deal  with  the 
ordinary  traffic,  would  be  incompetent  to  deal 
with  extraordinary  traffic  ?  that  a  decimated  body 
of  officials  under  inferior  regulation  would  &il  in 
the  emergencies  sure  from  time  to  time  to  occur  1 
that  with  way  and  works  and  rolling  stock  all  be- 
low par,  there  would  occasionally  be  a  concur- 
rence of  small  defects,  permitting  something  to  go 
wrongi  Was  not  a  multiplication  of  accidents  in- 
evitable 1  No  one  can  doubt  it.  And  if  we  trace 
back  this  result  step  by  step  to  its  original  cause 
— the  reckless  expenditure  in  new  lines — we  shall 
see  further  reason  to  doubt  whether  such  expen- 
diture has  been  as  advantageous  to  the  public  as 
is  supposed.  We  shall  hesitate  to  indorse  tbe 
opinion  of  tbe  Select  Committee  on  Railway  and 
Canal  Bills,  that  it  is  desirable  "  to  increase  the 
facility  for  obtaining  lines  of  local  convenience." 

Still  more  doubtful  becomes  that  alleged  bene- 
fit accruing  to  the  public  from  extensions  that 
cause  loss  to  shareholders,  when,  from  considering 
tbe  question  as  one  of  traffic,  we  turn  to  consider 
it  as  a  general  commercial  question — a  question 
of  political  economy.  Were  there  no  facts  show- 
ing that  the  travelling  faciUties  lost,  we  should 
stiil  contend  that  the  making  of  branches  that  do 
not  return  fair  dividends,  is  a  national  evil,  and 
not  a  national  good.  The  prevalent  error  com- 
mitted in*  studying  matters  of  this  nature  con- 
sists in  loking  at  tin  m  separately,  rather  than  in 
conuectio:i  with  other  social  WMits  and  social  ben- 
fits.  Not  only  does  one  of  these  undertakings, 
when  executed,  afi'ect  society  in  various  ways, 
but  the  efibrt  put  forth  iu  the  execution  of  it  af- 
fects .society  in  various  ways ;  and  to  form  a  true 
estimate,  the  two  sets  of  results  must  be  compar- 
ed. The  axiom  that  "  action  and  reaction  are 
equal,  and  iu  opposite  directions,"  is  true,  not 
only  in  mechanics, — it  is  true  ev^where.  No 
power  can  be  put  forth  by  a  nation  to  achieve  a 
givep  end,  without  producing  for  tbe  time  being 
a  corresponding  inability  to  achieve  some  other 
end.  No  amount  of  capital  can  be  abstracted  for 
one  purpose  without  involving  an  equivalent  lack 
of  capital  for  another  purpose.  £very  advantage 
wrought  out  by  labour  is  purchased  by  the  relin- 
quishment of  some  alternative  advantage  which 
that  labour  might  else  have  wrought  out.  In 
judging,  therefore,  of  the  benefits  flowing  from 
any  public  undertaking,  it  is  requisite  to  conside.' 
them  not  by  themselves,  but  as  contrasted  with 
benefits  which  the  invested  capital  would  other- 
wise have  secured.  But  how  can  these  relative 
benefits  be  measured  1  it  may  be  asked.  Very 
simply.     The  rate  of  interest  which  the  capitid 
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will   bring   aa  thus  respectively   applied,  is   the 
measure.  Money  which,  if  used  for  a  specific  end, 

gives  a  smaller  return  than  it  would  give  if  other- 
wise used,  is  used  disadvantageously,  not  only  to 
its  possessors,  but  to  the  community.  This  is  a 
corollary  from  the  commonest  principles  of  poli- 
tical economy — a  corollary  so  simple  that  we  can 
scarcely  understand  how,  after  the  free-trade  con- 
troversy, a  committee,  numbering  among  its  mem- 
bers Mr.  Bright  and  Mr.  Cardwell,  shopld  have 
overlooked  it.  Have  we  not  been  long  ago  taught 
that  in  the  mercantile  world  capital  goes  where 
it  is  most  wanted — that  the  business  which  is  at 
any  time  attracting  capital  by  unusually  high  re- 
turns, is  a  business  proved,  by  that  very  fact,  to 
be  unusually  active — that  its  unusual  activity 
shows  society  to  be  making  great  demands  upon 
it ;  giving  it  high  profits ;  wanting  its  commodities 
or  services  more  than  other  commodities  or  ser- 
vices 1  Do  not  comparisons  among  our  railways 
demonstrate  that  those  paying  large  dividends  are 
those  subserving  the  public  needs  in  a  greater  de- 
gree than  those  paying  smaller  dividends  1  and  is 
it  not  obvious  that  the  efforts  of  capitalists  to  get 
these  large  dividends  led  them  tp  supply  tbe 
greater  needs  before  the  lesser  needs  1  Surely, 
the  same  law  which  holds  in  ordinary  commerce, 
and  also  holds  between  one  railway  investment 
and  another,  holds  likewise  b«tween  railway  in- 
vestments and  other  investments.  If  the  money 
expended  in  making  branches  and  feeders  is  yield- 
ing an  average  return  of  from  '1  to  2  per  cent., 
whilst  if  employed  in  land-draining  or  shipbuild- 
ing, it  would  return  4  or  5  per  cent,  or  more,  it  is 
a  conclusive  proof  that  money  is  mote  wanted  for 
land-draining  and  shipbuilding  than  for  branch- 
making.  And  the  general  conclusions  to  be  drawn 
are,  that  that  large  proportion  of  railway  capital 
which  does  not  pay  the  current  rate  of  interest, 
is  capital  ill  laid  out ;  that  if  the  returns  on  such 
proportion  were  capitalized  at  tbe  current  rate  of 
interest,  the  resulting  sum  would  represent  its 
real  v&lne ;  and  that  the  difference  between  this 
sum  and  the  amount  expend^  would  indicate  the 
national  loss — a  loss  which,  on  tbe  lowest  esti- 
mate, would  exceed  100,000,000^  And  however 
true  it  may  be  that  tbe  sum  invested  in  unprofita- 
ble lines  will  go  on  increasing  in  productiveness, 
yet  as,  if  more  wisely  invested,  it  would  similarly 
have  gone  on  increasing  in  productiveness,  per- 
haps even  at  a  greater  rate,  this  vast  loss  must  be 
regarded  as  a  permanent  and  not  as  a  t«mporary 
one. 

Again,  then,  we  ask,  is  it  so  obvious  that  un- 
dertakings which  have  been  disastrous  to  share- 
holders have  yet  been  advantageous  to  tbe   pub- 
lic 1    Is  it  not  obvious,  rather,   that  iu  this  re- 
spect, as   in  others,  the  interests  of  shareholders 
and  the  public  are  in  the  end  identical  1    And 
does  it  not  seem,  that  instead  of  recommending 
"  increased  facilities  for  obtaining  lines  of  local 
convenience,"   the  Select  Committee  might  pro 
perly  have  reported   that  the  existing  facilities 
are  abnormally  great,  and  should  be  decreased  ? 
There  remains  still  to  he  considered   the  other 
of  the  two  objections  above  adverted  to  as  liable 
to  be  rais«d   against  the  proposed  interpretation 
of  the  proprietary  contract — the  objection,  name- 
ly, that  it  would  be  a  serious  hindrance  to  railway 
enterprise.     After  what  has  already  been  said,  it 
is  scarcely  needful   to  reply,  that  the  hindrance 
would  be  no  greater  than  is  natural  and  healthful 
— no  greater  than  is  requisite  to  hold  in  check  tbe 
private  interests  at  variance  with  public  ones. — 
This  motion   that  railway  euti'rprise  will  not  be 
carried  on  with  due  activity  without  artificial  in- 
centives— that  bills  for  local  extensions   "  rather 
need  encouragement,"  as   the   committee   say,  is 
nothing  but  a  remnant  of  protectionism.   The  mo- 
tive which  has  hitherto  led  to  the  formation  of  all 
independent  railway   companies — the  search    of 
capitalists  for  good  investments, — may  safely  be 
left  to  form  others  as  fast  as  local  requirements 
become  good  enoogh  to  promise  fair  returns ;  as 
fast,  Um,  is,  as  local  requirements  should  be  sat- 
isfied.   9bis  would   be  manifest  enough  without 
illustration ;  but  there  are  facts  proving  it. 
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Already  we  have  inoidentally  referred  to  the 
circamstauce,  that  il  has  of  late  become  common 
for  landowners,  merchants,  and  others  locally  in- 
terested, to  get  up  railways  for  their  own  accoro- 
modatioD,  which  they  do  not  expect  to  pay  satis- 
factory dividends ;  and  in  which  they  are  yet  con- 
tent to  invest  considerable  sums,  under  the  belief 
that  the  indirect  profits  accruing  to  them  from  in- 
creased facilities  of  traffic,  will  out-balanco  the 
direct  loss.  To  so  great  an  extent  is  this  policy 
being  carried,  that,  as  stated  to  the  Select  Com- 
mittee, "  in  Yorkshire  and  Northumberland,  where 
branch  lines  are  being  made  through  mere  agri- 
cultural districts,  the  landowners  are  giving  their 
land  for  the  purpose,  and  taking  shares."  With 
such  examples  before  us  it  cannot  rationally  be 
doubted  that  there  will  always  be  capital  forth- 
coming for  the  making  of  local  lines  as  soon  as 
the  sum  of  the  calculated  benefits,  direct  aad  in- 
direct, justifies  its  exiienditure. 

"  But,"  it  will  be  urged,  "  a  branch  that  would 
be  anremunerative,  as  independent  property  is  of- 
ten remunerative  to  the  company  that  has  made 
it  in  virtue  of  the  traffic  it  brings  to  the  trunk 
line.  Though  yielding  meagre  returns  on  its  own 
capital,  yet,  by  increasing  the  returns  on  the  capi 
tal  of  the  trunk  line,  it  compensates,  or  more  than 
compensates.  Were  the  existing  company,  how- 
ever, forbidden  to  extend  its  undertaking,  such  a 
branch  wonld  aot  be  made ;  and  injury  would  re 
suit."  This  is  all  true,  with  the  exception  of  the 
last  assertion,  that  such  a  branch  would  not  be 
made.  Though  in  its  corporate  capacity  the  com- 
pany owning  the  trunk  line  would  be  unable  to 
join  in  a  work  of  this  nature,  there  would  be  noth- 
ing to  prevent  individual  shareholders  in  the  trunk 
line  from  doing  so  to  any  extent  they  thought  fit ; 
and  were  the  prospects  as  favourable  as  is  assum- 
ed, this  course,  being  manifestly  advantageous  to 
individual  shareholders,  would  be  pursued  by 
many  of  them.  If,  acting  in  concert  with  others 
similarly  circumstanced,  the  owner  of  £10,000 
worth  of  stock  in  the  trunk  line,  could  aid  the 
carrying  out  of  a  proposed  feeder  promising  to  re- 
turn only  two  per  cent,  on  its  cost,  by  taking 
shares  to  the  extent  of  £1000,  it  would  answer  his 
purposfi  to  do  this,  providing  the  extra  traffic  it 
brought  would  raise  the  trunk  line  dividend  by 
one  fourth  per  cent.  Thus,  under  a  limited  pro- 
prietary contract,  companies  would  still,  as  now, 
foster  extensions  where  they  were  wanted  ;  the 
only  difference  being  that  in  the  abseoce  of  guar- 
anteed dividends  some  caution  would  be  shown ; 
and  the  poorer  shareholders  would  not,  as  at  pie- 
sent,  be  sacrificed  to  the  richer. 

In  brief,  our  position  is  that  whenever,  by  the 
efibrts  of  all  parties  to  be  advantaged— local  land- 
owners, manufacturers,  merchants,  trunk-line 
shareholders,  &c. — the  capital  for  an  extension 
can  be  raised — whenever  it  becomes  clear  to  all 
such  that  their  indirect  profits  plus  their  direct 
profits  will  make  the  investment  a  paying  one, 
the  fact  is  proof  that  the  line  is  wanted.  On  the 
contrary,  whenever  the  prospective  fains  to  those 
interested,  are  sufficient  to  induce  them  to  under- 
take it,  the  fact  is  proof  that  the  line  is  not  want- 
ed so  much  as  other  things  are  wanted  ;  and 
therefore  ougkt  not  to  be  made.  Instead  then  ot 
the  principle  we  advocate  being  objectionable  as 
a  check  to  railway  enterprise,  one  of  its  merits  is, 
that  by  destroy  ing^he  artificial  incentives  to  such 
enterprise,  it  would  confine  it  within  moral  lim- 
its. 

A  perusal  of  the  evidence  given  before  the  Se- 
lect Committee  will  show  that  it  has  sundry 
other  merits,  which  we  have  space  only  to  indi- 
cate. 

It  is  estimated  by  Mr.  Lang — and  Mr.  Steph- 
enson, whilst  declining  to  commit  himself  to  the 
estimate,  "  does  not  believe  he  has  overstated  it," 
—that  out  of  th^  280,000,000Z.  already  raised  for 
the  construction  of  our  railways,  70,000 ,000Z.  has 
been  needlessly  spent  in  contests,  in  duplicate 
lines,  in  "  the  multiplication  of  an  immense  num- 
ber of  schemes  prosecuted  at  an  almost  reckless 
exper  se ;  and  Mr.  Stephenson  believes  that  this 
sum  %'    a  very  inadequate  representative  of  the 


actual  loss  in  point  of  convenience,  economy,  and 
other  circumstances  connected  with  traffic,  which 
the  public  has  sustained  by  reason  of  parliamen- 
tary carelessness  in  legislating  for  railsvays."  Un- 
der an  equitable  interpretation  of  the  proprietary 
contract,  the  greater  part  of  this  would  have  been 
avoided. 

The  competition  between  rival  companies  in  ex- 
tension and  branch  making,  which  has  already 
done  vast  injury,  and  the  effects  of  which,  if  not 
stopped,  will,  in  the  opinion  of  Mr.  Stephenson, 
be  such  that  "  property  now  paying  5i  per  cent, 
will  in  ten  years  be  worth  only  3  per  cent.,  and 
that  on  twenty-one  millions  of  money," — this 
competition  could  never  have  existed  in  its  intense 
and  deleterious  form  under  the  limiting  principle 
we  advocate. 

Prompted  by  jealousy  and  antagonism,  our 
companies  have  obtained  powers  for  2000  miles  of 
railway  which  they  have  never  made.  The  mil- 
lions thus  squandered  in  surveys  and  parliamen- 
tary contests—"  food  for  lawyers  and  engineers" 
— would  nearly  all  have  been  saved,  had  each 
supplementary  line  been  obtainable  only  by  an  in- 
dependent body  of  proprietors  with  no  one  to 
shield  them  from  the  penalties  of  reckless  schem- 
ing. 

It  is  admitted  that  the  branches  and  feeders 
constructed  from  competive  motives  have  not 
been  laid  out  in  the  best  directions  for  the  public. 
To  defeat,  or  retaliate  upon,  opponents,  having 
been  one  of  the  ends^-ofteu  the  chief  end — in 
making  them,  rout'^s  have  been  chosen  specially 
calculated  to  effect  this  end ;  and  the  local  traffic 
has  in  consequence  been  ill  provided  for.  Had 
these  branches  and  feeders,  however,  been  left  to 
the  enterprise  of  their  respective  districts,  aided 
by  such  other  enterprise  as  they  could  attract,  the 
reverse  would  have  been  the  fact;  seeing  that  on 
the  average,  in  these  smaller  cases  as  in  the  great- 
er ones,  the  routes  which  most  accommodate  the 
public  must  be  the  routes  most  profitable  to  pro- 
jectors. 

Were  the  illegitimate  competition  in  extension- 
making  done  away,  there  would  remain  between 
companies  just  that  normal  competition  which  is 
advantageous  to  all.  It  is  not  true,  as  is  alleged, 
that  there  cannot  exist  between  railways  a  com- 
petition analogous  to  that  which  exists  between 
traders.  The  evidence  of  Mr.  Saunders,  the  sec- 
retary of  the  Great  Western  Company,  proves  the 
contrary.  He  "shows  that  where  the  Great  West- 
em  and  the  North  Western  railways  communioAte 
with  the  same  towns,  as  at  Birmingham  and  Ox- 
ford, each  has  tacitly  adopted  the  fare  which  the 
other  was  charging ;  and  that  whilst  there  is  thus 
no  competition  in  fares,  there  is  competition  in 
speed  and  accommodation.  The  results  are,  that 
each  takes  that  portion  of  the  traffic,  which  in 
virtue  of  its  position  and  local  circumstances,  na- 
turally falls  to  its  share ;  that  each  stimulates  the 
other  to  give  the  greatest  advantages  it  can  af- 
ford ;  and  that  each  keeps  the  other  in  order  by 
threatening  to  take  away  its  natural  share  of  the 
traffic,  if,  by  ill-behaviour  or  inefficiency,  it  coun- 
ter-balances the  special  advantages  it  offers. — 
Now,  this  is  just  the  form  which  competition 
eventually  assumes  between  traders.  After  it  has 
been  ascertained  by  underselling  what  is  the  low- 
est remunerative  price  at  which  any  commodity 
can  be  sold,  the  general  results  are,  that  that  be- 
comes the  established  price ;  that  each  trader  is 
content  to  supply  those  only  who,  from  proximity 
or  other  causes,  naturally  come  to  him ;  and  that 
only  when  he  treats  his  customers  badly,  need  he 
fear  that  they  will  inconvenience  themselves  by 
going  elsewhere  for  their  goods. 

Is  there  not  then,  pressing  need  for  an  amend- 
ment of  the  laws  affecting  the  proprietary  con- 
tract,— an  amendment  which  shall  transform  it 
from  an  unlimited  into  a  limited  contract  1  or  rath- 
er,—not  transform  it  into  such,  but  recognise  it  as 
such  1  If  there  be  truth  in  our  argument,  the  ab- 
sence of  any  limitation  has  been  the  chief  cause 
of  the  manifold  evils  of  our  railway  administration. 
The  share-trafficking  of  directors ;  the  complicat- 
ed intrigues  of  lawyers,  engineers,  contractors,  and 
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others  ;  the  betrayal  of  proprietaries, — all  the  com- 
plicated corruptions  which  we  have  detailed, 
have     primarily     arisen     from     it,     have     been 

made  possible  by  it.  It  has  rendered  travelling 
a:ore  costly  and  less  safe  than  it  would  have  been : 
and  whilst  apparently  facilitating  traffic,  has  indi- 
rectly hindered  it.  By  fostering  antagonism,  it 
has  led  to  the  ill  laying  out  of  supplenaentary 
lines ;  to  the  wasting  of  enormous  sums  in  useless 
parliament.ary  contests ;  to  the  loss  of  an  almost 
incredible  amount  of  national  capital  in  the  mak- 
ing of  railways  for  which  there  is  no  due  require- 
ment. Regarded  in  the  mass,  the  investments  of 
shareholders  have  been  roduoed  by  it  to  le«s  than 
half  the  average  productiveness  which  such  in- 
vestments should  possess;  and,  as  all  authorities 
admit,  railway  property  is,  even  now,  kept  below 
its  real  value  by  the  fear  of  future  depreciations 
consequent  on  future  extensions.  Considering 
then  the  vastness  of  the  inti  rests  at  stake, — con- 
sidering that  th<!  total  capital  of  our  companies 
will  soon  reach  300,000,000/., — considering  on  the 
one  band,  the  immense  number  of  persons  owning 
this  capital  (many  of  them  with  no  incomes  but 
what  are  derived  from  it,)  and,  on  the  other  band, 
the  greater  extent  to  which  the  community  is  con- 
cerned, both  directly  as  to  its  commercial  facili- 
ties, and  indirectly  as  to  the  economy  of  its  re- 
sources,— considering  all  this,  it  becomes  extreme- 
ly important,  that  railway  property  should  be 
placed  on  a  secure  footing,  and  railway  enterprise 
comfiued  within  normal  bounds.  The  change  is 
demanded  alike  for  the  welfare  of  shareholders 
and  the  public  ;  and  it  is  one  which  equity  mani- 
festly dictates.  No  charge  of  over-legislation  can 
be  brought  against  it.  It  is  simply  an  extension 
to  joint-stock  contracts  of  the  principle  applied  to 
all  other  contracts ;  it  is  merely  a  fulfilment  of  the 
State's  judicial  futiction  in  cases  hitherto  neglect- 
ed;  it  is  nothing  but  a  better  administration  of 
justice.  ■■■      -:•{ 

Journal  of  Railroad  I<avr. 

LUBILITT  OF  RAILROAD    COMPANIES  FOR  ACCIDENTAL 
DESTRUCTION  OF    PROFERTT. 

We  copy  from  the  "State  of  Mwne"  the  follow- 
ing important  decision  of  the  Supreme  Court  of 
Maine  in  reference  to  the  liability  of  Railroad 
Companies  for  the  accidental  destruction  of  pro- 
perty, not  in  charge,  or  possession  of  the  Compa- 
ny. 

Chapman  vs.  Atlantic  4"  SI.  Lawrence  Railroad 
Co.  • 

This  was  an  action  of  the  case,  commenced  un- 
der a  statute  of  this  State,  in  1862,  in  which  the 
plaintiff  claimed  damage  for  the  loss  of  about  nine 
hundred  cedar  posts,  deposited  on  his  own  land,  on 
the  line  of  the  defendants'  railroad  track,  in  the 
town  of  Bethel,  which  were  consumed  by  fire  from 
a  locomotive  engine,  communicated  by  a  passen- 
ger train  from  Portland  to  Montreal,  in  October, 
1852. 

The  defendants'  counsel  raised^  several  legal 
points  in  the  defence  : — 

1.  That  in  order  to  entitle  the  plaintiffto  recov- 
er, he  must  prove  negligence  or  unskillfulness  on 
the  part  of  the  corporation,  or  want  of  ordinary 
care  in  the  management  of  their  engine,  at  the 
time  of  the  accident. 

2.  That  the  statute  upon  which  the  action  is 
founded,  was  not  intended  to  refer  to  any  proper- 
ty excent  permanent  erections,  or  property  deposit- 
ed with  a  knowledge  of  the  company's  agents  for 
a  specified  length  of  time,  to  enable  them  to  insure 
against  loss  by  fire, 

3.  That  the  company  cannot  be  held  liable  for 
the  loss  of  personal  property,  temporarily  placed 
in  a  hazardous  position  by  the  owner,  without 
their  knowledge,  and  liable  to  be  removed  by  him 
ad  libitum. 

4.  That  if  the  jury  find  that  the  propeity  in 
question  was  voluntarily  placed  in  dangerous 
proximity  to  the  track  of  the  railroad  by  the 
plaintiff,  it  manifested  a  want  of  ordinary  care  on 
his  part,  and  be  is  not  entitled  to  any  reipedjr  for 
his  loss.  • 


758 


AMERICAN    RAILROAD    JOURNAL. 


il.U- 


.^ 1-. 


The  Judge  over  ruled  these,  and  several  other 
points  of  defence,  considering  the  defendants  lia- 
able  at  all  events,  provided  the  plaintiffs  loss  was 
:  occasioned  in  the  manner  alleged  in  the  writ.— 
The  jury  found  a  general  verdict  for  the  plaintiff 
whereupoa  the  defendants'  counsel  excepted  to 
rulings  of  the  court.reserving  the  points  above  stat- 
ed. 

At  the  law  term  held  in  Portland  last  May,  the 
case  was  argued,  and  the  following  opinion,  fully 
sustaining  the  defendants'  positions,  was  delivered 
last  week,  by  Bice,  J. 

This  action  is  founded  upon  the  fifth  section  of 
Chapter  Nine,  of  the  Laws  of  1842,  which  is  ta 

follows  : 

"When  any  injury  is  done  to  a  building,  or  oth- 
er property,  of  any  person  or  corporation,  by  Are 
communicated  from  a  locomotive  engine  of  any 
railroad  corporation,  the  said  corporation  shall  be 
held  responsible  in  damages  to  the  person  or  cor- 
poration so  injured  ;  and  any  railroad  corporation 
shall  have  an  insurable  interest  in  the  property  for 
which  it  may  be  so  held  responsible  in  damages 
along  its  route,  and  may  procure  iesurance  there- 
on in  its  own  behalf" 

The  language  in  the  first  part  of  this  section  is 
Tery  broad  and  general  in  its  terms,  and  if  applied 
without  qualification  or  restriction,  will  include  in- 
juries to  every  species  of  property  by  fire  commu- 
nicated by  a  railroad  locomotive  engine. 

No  case  has  heretofore  been  presented  for  adju- 
dication in  this  State  under  this  section  of  the 
statute.  In  Massachusetts,  under  a  statute  of 
.  which  the  section  above  quoted  isan  exact  tran- 
script, it  has  been  held  that  a  railroad  corporation 
is  liable  for  injuries  occasioned  to  buildings  situat- 
ed along  the  route  of  its  road,  by  fire  communi- 
cated directly  or  indirectly  by  its  locomotive. 

Stewart  and  als  vs.  Western  Railroad  Company, 
13  Met  99.  It  is  contended  by  the  defendants  in 
this  case  that  the  liability  imposed  by  the  statute 
extends  only  to  personal  property  or  erections 
made  on  the  land,  but  does  not  apply  to  wood  or 
moveable  property. 

In  determining  the  true  construction  of  a  stat- 
ute, all  its  provisions  should  be  taken  into  consid- 
eration in  order  to  ascertain  the  true  object  and 
intention  of  the  Legislature. 

For  this  purpose  the  latter  clause  of  the  section 
referred  to  is  of  much  importance,  as  it  may  serve 
to  explain  and  to  some  extent  qualify  the  first 
clause  of  the  same  section. 

By  the  principles  of  the  common  law,  persons 
ih  the  legitimate  pursuit  of  a  lawful  business,  or  in 
the  performance  of  acts  authorized  by  law,  are 
only  liable  for  such  jnjuries  resulting  therefrom  to 
others,  as  are  occasioned  by  negligence,  miscon- 
duct or  carelessness.  Independent  of  special  stat- 
ute provisions,  such  only  would  be  the  liability  of 
railroad  corporations.  By  the  terms  of  their  char- 
ter they  are  authorized  to  use  locomotives  propel- 
led by  steam.  If  it  be  said  that  owners  of  proper- 
ty along  the  route  of  such  roads  are  subjected  to 
greater  hazard  from  the  use  of  locomotives  than 
from  other  agents  used  for  propelling  vehicles  for 
transportation  of  passengers  and  merchandize,  it 
may  be  answered  that  an  equivalent  compensation 
is  supposed  to  have  been  rendered  in  the  form  of 
damages  where  the  road  was  originally  located.— 
That  in  estimating  such  damages  the  purpose  for 
which  the  land  tafcen  was  to  be  used,  and  the  man- 
ner of  its  use  were  as  well  to  be  considered  as  the 
amount  of  land  actually  taken. 

The  statute  does,  however,  impose  additional 
liabilities  upon  corporations  using  this  kind  of  mo- 
tive power.  But  while  it  thus,  probably  for  the 
purpose  of  insuring  extraordinary  care,  imposes 
these  additional  liabilities  upon  railroad  corpora- 
tions, it  also  authorises  them  to  protect  themselves 
from  lo-s  by  insuring  that  property  along  their 
route  from  injury  to  which  by  fire  they  are  made  re- 
sponsible, their  right  to  insure  is  coextensive  with 
their  liability,  in  case  of  loss.  To  make  this  right 
to  insure  property  of  any  practical  value  to  the 
corporation,  the  property  must  be  of  such  a  char- 
acter and  so  situated  as  to  render  insurance  practi- 
cable by  the  use  of  reasonable  diligence.  The  lo- 
comotive is  confloed  to  the  track  of  the  road,  and 


cannot  be  diverted  from  its  course  to  avoid  com- 
bustible materials  which  may  be  deposited  along 
its  route.  To  hold  that  the  liability  extends  to 
those  articles  of  moveable  property,  which  has 
no  established  location,  but  may  be  deposited  and 
removed  with  such  facility  as  to  render  insurance 
impracticable  and  unavailing,  would  be  unreason- 
able, as  it  would  extend  the  liabilities  of  those 
corporations  far  beyond  the  means  afforded  for 
their  protection.  This  manifestly  is  not  the  inten- 
tion of  the  statute. 

In  the  case  already  cited  from  the  13  Metcalf, 
the  Court,  in  speaking  of  this  clause  of  the  statute, 
say :  Those  latter  words  we  think  describe  build- 
ings being  near  and  adjacent  to  the  route  of  the 
railroad,  so  as  to  be  exposed  to  the  danger  of  fire 
from  engines,  but  without  limiting  or  defining 
their  distance.  Again,  in  the  same  case,  the  Court 
remark :  The  effect  of  the  statute  is  to  diminish 
the  specific  risk  to  which  buildings  may  be  ex- 
posed, &c.  These  citations  are  not  made  on  direct 
authority  i<i  this  case,  because  the  point  now  under 
consideration  was  not  then  distinctly  before  the 
Court ;  but  as  tending  to  elucidate  the  construc- 
tion we  now  give  the  statute. 

In  view  of  thesa  considerations,  the  conclusion 
to  which  we  have  arrived  is  that  the  liability  of 
railroad  corporations,  under  this  statute,  extends 
only  to  property  permanently  existing  along  their 
routes,  and  capable  of  being  insured  ;  and  that  as 
to  moveable  property,  having  no  permanent  loca- 
tion, the  liability  of  such  corporation  is  to  be  de- 
termined by  the  principles  of  the  common  law. — 
The  second  requested  instruction  should  therefore 
have  been  given.  It  is  not  deemed  necessary  to 
discuss  the  other  points  raised  in  the  case. 

Exceptions  sustained,  verdict  set  aside,  and  a 
new  trial  granted.  ;  »   - 


Convention  of  Railroad  Coinpanlea« 

A  General  Railroad  Convention  was  held  at  the 
Astor  House,  on  the  23d,  inst.  There  were  pre- 
sent Stephen  Whitney,  J.  Phillips  Phoenix,  John 
B.  Jackson  and  H.  J.  Southways,  of  the  New  Jer- 
sey Railroad  and  Transportation  Company  ;  Wm. 
E.  Worthen,  Geo.  N.  Miller,  Peter  T.  Homer,  Wm. 
W.  Boardman,  of  the  New  York  and  New  Haven 
Company ;  Wm.  D.  Bishop,  of  the  Naugatuck 
Company  ;  Charles  Hunt,  of  the  Housatonic  Com- 
pany; Gordon  L.  Ford,  of  the  New  London,  Wil- 
limantic  and  Palmer  Company ;  L.  L.  Sturges,  of 
Cayuga  and  Susquehanna  Company  ;  John  B.  Jer- 
vis,  of  Michigan  Southern  and  Northern  Indiana 
Company  j  Joel  W.  White,  of  Norwich  and  Worces- 
ter Company;  W.  E.  Warren,  of  Delaware  and 
Lackawanna  and  Western  Company ;  Samuel 
Brown,  D.  C.  McCollum,  of  New  York  and  Erie 
Company  ;  John  T.  Johnston,  of  New  Jersey  Cen- 
tral Company  ;  E.  D.  Morgan,  of  Hudson  River 
Company ;  Geo.  W.  Bentley,  of  Worcester  and 
Nashua  Company. 

John  P.  Jackson,  ol  New  Jersey  Railroad  Com- 
pany, President  of  the  Convention,  took  the  Chair ; 
Gordon  L.  Ford,  of  New  London  and  Palmer  Com- 
pany, Secretary. 

The  President  read  the  following  abstract  of 
subjects  requiring  action : 

Pint:  The  best  system  of  securing  efficiency 
and  exception  from  accidents  on  railroads. 

Second:  Discipline,  economy,  proper  division  of 
labor  and  duty,  and  minute  and  constant  super 
intendence  of  every  department  ol  railroad  busi- 
ness. 

Third :  Adequate  remuneration  for  railroad  ser- 
vice, by  just  compensation  for  transportation  of 
passengers  and  freight. 

Fourth :  The  annihilation  of  all  perquisites  re- 
ceived by  employees ;  of  free  tickets,  and  all  other 
abuses  which  deprive  companies  of  their  rightful 
earnings  and  much  abate  their  revenues. 

Fifth:  Economy  in  fuel  by  the  introduction  of 
coal  and  coke,  and  the  construction  of  machines 
capable  of  being  used  for  the  purpose ;  and  the 
diminution  of  oil,  which  has  become  a  large  item 
of  expenses. 

Sixth:  A  general  retrenchment  and  reform,  that 
oar  railroads  may  be  regarded  as  permanent  in- 


stitutions, supported  by  the  primary  interests  of 
society,  and  forming  an  important  agency  in  car- 
rying forward  the  destiny  of  our  race  and  in  pro- 
moting the  comforts  and  peflnanent  welfare  of 
mankind. 

Seventh :  The  railroads  of  our  country  may  be 
justly  regarded  as  a  great  Nationdl  system  for  de- 
veloping the  productive  industry  of  the  country — 
agricultural,  mineral,  manufacturing  and  com- 
mercial. Their  comprehensive  relations  and  their 
social  and  moral  bearing  demand  for  their  man- 
agement the  highest  intelligence,  ensrgy  and  in- 
tegrity. The  financial  departments,  especially, 
should  be  protected  by  all  the  scrutiny,  supervi- 
sion and  safeguards,  which  prudence  can  devise. 
Undoubted  competency  and  character  should  be 
possessed  ky  those  who  are  intrustad  with  the  fis- 
cal affairs,  and  the  evidence  of  property  and  debt, 
especially  that  which  represents  the  capital  of  the 
company,  should  be  so  authenticated  and  restrain- 
ed as  to  leave  no  opportunity  for  falsification  of 
the  assets,  the  certificates  of  stock,  or  the  bonds, 
without  being  subject  to  a  prompt  and  certain  ex- 
posure ;  so  that,  disregarding  such  details  and 
multiplications  of  checks,  the  omission  of  which 
would  insure  a  ready  detection,  the  stupendous 
frauds,  which  have  lately  produced  such  deep  dis- 
trust, will  be  prevented,  and  the  great  railroad 
system  of  this  country  become  not  only  a  conser- 
vator of  the  capital,  but  an  example  to  society,  in 
the  wisdom,  virtue,  energy  and  enterprise  of  its 
managers.  * 

Mr.  Ford  offered  a  i-esolution  relative  to  the 
charge  for  the  transportation  of  passengers,  upon 
which  considerable  debate  occurred. 

The  resolution,  after  several  amendments,  was 
passed  unanimously.     It  is  as  follows  : 

Resolved,  That,  in  the  opinion  of  this  Conven- 
tion, the  minimum  charge  for  the  transportatien 
of  passengers  on  railroads,  under  ordinary  cir- 
cumstances, should  not  be  less  than  three  cents 
per  mile. 

The  following  resolution  offered  by  the  Presi- 
dent, was  adopted : 

Resolved,  That  the  proper  speed  for  running  ex- 
press trains,  and  the  general  effect  of  high  speed 
upon  railroads,  be  referred  to  a  Special  Commit- 
tee, to  report  on  the  same  at  a  futuhe  meeting. 

On  motion  the  Chair  appointed  as  said  Commit- 
tee, Messrs.  Jervis,  White  and  Morgan. 

The  following  resolutions  and  motions,  offered 
by  diflerent  members  of  the  meeting,  were,  after 
some  discussion,  unanimously  adopted  : 

Resolvedf  That  it  may  be  recommended  to  Rail- 
road Companies  to  make  a  charge  for  baggage, 
separate  from  that  for  the  passengers,  when  the 
baggage  exceeds  fifty  pounds  in  weight,  with  the 
view  of  discriminating  in  the  charge  for  a  passen- 
ger without  or  with  extra  baggage. 

A  motion  was  made  and  carried,  that  when  this 
Convention  adjourn,  it  adjourn  to  meet  on  the  12th 
of  December  next,  in  the  same  place. 

A  resolution  was  offered  that  a  Committee  be 
appointed  to  form  a  system  of  uniform  restrictions 
on  the  question  of  free  tickets,  and  to  report  the 
same  to  this  Committee.  After  some  debate  upon 
the  subject,  the  resolution  was  withdrawn. 

Resolved,  That  a  Committee  of  Three  be  ap- 
pointed to  devise  some  plan  whereby  the  time  and 
talents  of  the  inventors  of  this  country  may  be 
particularly  directed  to  the  cheapening  of  fuel  for 
railroads;  and  that  said  Committee  draw  up  a 
plan  and  present  the  same  to  the  consideration  of 
the  various  railroad  companies  to  devote  their  at- 
tention to  this  subject  and  afford  theCommittee|all 
the  assistance  they  can  in  iha  prosecution  of  this 
object,  and  that  said  Committee  report  the  re- 
sult of  their  investigation  at  the  next  Conven- 
tion. 

Messrs.  Bishop,  White  and  Hunt  were  appointed 
said  Committee. 

Resolved,  That  the  propriety  of  recommending 
the  Legislatures  of  different  States  to  adopt  some 
wholesome  laws  fixing  the  highest  rate  of  speed 
upon  railroads,  be  referred  to  the  Committee  al- 
ready appointed  on  speed.  (A  previous  resolu- 
tion.) 
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Resolved,  That  the  propriety  of  asking  for  Legis- 
lative eDactments  ia  support  of  the  rules  adopted 
by  Railroad  Companies  for  the  reguJation  of  their 
operatives  in  protecting  persons  and  property 
transported  on  railroad  trains.be  referred  to  a  com- 
mittee consisting  of  Messrs.  Johnston,  McCallum 
and  Sturgis,  and  who  shall  report  at  the  next 
meetings.  •     -.  ..'■-; 

The  Convention  then  adjourned.         •  ■     •,,'.■ 

CoKl   Burning^  Kngliica> 

We  copy  the  following  from  the  New  Bedford 
Mercury,  in  reference  to  Coal  Burning  Engines ; 

We  have  for^ome  time  noticed  a  fine  locomo- 
tive, called  the  "Anthracite,"  which  has  been  suc- 
cessfully running  upon  the  New  Bedford  and 
Taunton,  and  the  Taunton  Branch  Railroad,  which 
burned  anthracite  coal  only.  As  we  are  informed 
however,  that  it  was  merely  an  experiment,  we 
have  refrained  from  noticing  it,  until  the  present 
time,  when  its  success  seems  to  be  beyond  ques- 
tion. This  locomotive  was  built  for  Wm.  A. 
Crocker,  President  of  the  Taunton  Branch  Com- 
pany, and  for  S.  M.  Felton,  Esq.,  President  of  the 
Philadelphia  and  Baltimore  railroad.  Both  these 
gentlemen  have  been  Superintendents  of  Rail,- 
roads,  and  are  practically  and  fully  acquainted 
with  their  wants  and  operation.  They  determin- 
ed to  build  a  first  class  locomotive,  upon  the  pa- 
tent plan  of  F.  P.  Dimphel,  Esq.  This  plan  has 
never  before  been  thoroughly  tested,  although 
three  locomotives  of  this  construction  have  been 
running  on  the  little  Schuylkill  Road  for  some 
years. 

The  "Anthracite"  was  built  by  the  Taunton  Lo- 
comotive Manufacturing  Company,  in  the  most 
thorough  manner.  Its  appearance  is  that  of  an 
ordinary  wood  locomotive,  with  the  exception  that 
it  has  the  small  smoke-stack  of  the  English  en- 
gine. It  weighs  twenty-tons,  and  is  as  compact 
as  the  old  machine,  the  position  of  the  engineer 
and  fireman  being  the  same  as  in  wood  engines. — 
The  Anthracite  was  put  upon  the  road  two  months 
ago,  and  has  been  running  since  without- losing  a 
minute,  on  a  road  distinguished  for  its  speed  and 
punctuality  of  trains.  Aflter  a  full  trial  upon  this 
road  it  was  taken  to  the  Worcester  and  Western 
Railroads  for  further  experiment.  On  the  first 
trial  on  the  Worcester  road,  towards  the  conclu- 
sion of  the  trip,  owing  to  the  want  of  skill  in  the 
fireman,  the  engine  was  behind  time  at  Worcester, 
but  then  ra.lied,  and  went  over  the  Western  road 
•xj  Springfield  losing  only  nine  minutes.  The  en- 
gine then  ran  for  several  days  between  Springfield 
and  Worcester,  taking  the  usual  heavy  freight 
trains.  On  the  13th  of  October,  it  ran  from  Spring 
field  to  Worcester,  taking  tho  accommodation 
train,  and  arrived  in  good  time,  making  an  aver- 
ag«  of  28  6  miles  per  hour.  On  the  same  day,  re- 
turning it  took  the  Albany  express  train  to  Spring- 
field in  one  hour  and  18^4  minutes,  averaging  for- 
ty-two miles  per  hour.  Subsequently  in  order  to 
retrieve  the  character  li^st  upon  her  first  trial,  it 
took  the  Albany  express  train  from  Boston  to  Wor- 
cester. This  was  an  unusually  heavy  train,  hav- 
ing a  party  of  Kansas  emigrants  upon  it,  with  ex- 
tra baggage  cars.  Upon  this  occasion  the  Anthra- 
cite ran  from  Boston  to  Worcester  and  back  again 
on  lime.  As  a  specimen  of  its  performances,  we 
may  mention  that  the  new  locomotive  ran  over  a 
heavy  continuous  grade  of  eleven  Smiles  on  the 
Western  Railroad  taking  it  in  17  minutes,  and  hav- 
ing 100  lbs.  of  steam  upon  the  summit. 

The  peculiarity  of  this  locomotive  consists  in 
the  construction  of  the  boiler.  To  state  this  plain- 
ly we  may  say  that  the  water  comes  to  th-  fire, 
instead  of  the  fire  coming  to  the  water.  This  pas- 
ses through  the  tubes,  instead  of  the  fire,  as  in  lo- 
comotives of  the  old  construction,  and  is  continu- 
ally cir(Hilating  about>  the  fire  box.  In  this  way, 
a  moderate  combustion  generates  the  necessary 
amount  of  steam,  and  the  fire  box  not  being  sub- 
jected to  that  violent  heat  which  'has  been  the 
leal  difficulty  with  other  engines  for  burning  an- 
thracite, is  preserved,  while  it  has  been  burned 
out  in  all  other  engines  in  a  few  weeks. 

Tb«    coDomy  of  anthracite  engines  is  now  in 


process  of  proof  by  parties  interested,  and  the  re- 
sult will  doubtless  be  given  to  the  public.  Mr. 
Cummings,  the  engineer  of  the  Anthracite,  informs 
us  that  for  its  day's  works,  of  eighty-four  miles  it 
requires  8,500  lbs.  of  coal,  being  kept  standing 
upon  its  fire  about  two  hours  and  a  half  in  New 
Bedford. 

Besides  economy,  there  are  several  other  con- 
siderations which  should  recommend  the  C9al  en- 
gines. Smoke,  dust  and  cinders  are  all  avoided. 
This  not  only  adds  greatly  to  the  comfort  of  the 
passengers,  but  wood  standing  upon  land  adjacent 
to  the  road  is  not  in  danger  of  fire,  which  in  dry 
weather  is  often  communicated  by  sparks  from  the 
ordinary  engine. 

The  trial  of  this  locomotive  has  thus  far  been 
perfectly  successful,  and  we  hope  the  experiments 
of  the  enterprising  projectors  will  hereafter  be 
equally  satisfactory,  The  question  which  they 
have  undertaken  to  solve  is  a  highly  important 
one. 


Fraadnlenl  Isaues  of  Stoclc. 

The  Vermont  Legislature  at  its  recent  session 
passed  the  following  law  in  reference  to  over- issues 
of  stock. 

Sec.  1.  Every  President,  Cashier,  Treasurer, 
Secretary,  or  other  officer,  and  every  agent  of  ary 
bank,  railroad,  manufacturing,  or  other  corpora- 
tion, who  shall  wilfully  and  designedly  sign,  with 
intent  to  issue,  sell  or  pledge,  or  will  cause  to  be 
issued,  sold  or  pledged,  or  shall  wilfully  and  de- 
signedly issue,  sell  or  pledge,  or  cause  to  be  issued, 
sold  or  pledged,  any  false,  fraudulent,  or  simulat- 
ed certificate  or  other  evidence  of  the  ownership 
or  transfer  of  any  share  or  shares  of  the  capital 
stock  of  such  corporation,  or  any  certificate  or 
other  evidence  of  the  ownership  or  transfer  of  any 
share  or  shares  in  such  corporation,  or  any  instru- 
ment purporting  to  be  a  certificate  or  other  evid- 
ence of  such  ownership  or  transfer  tho  signing, 
issuing,  selling  or  pledging  of  which,  by  such 
President,  Cashier,  Treasurer,  or  other  officer  or 
agent,  shall  not  be  authorized  by  the  charter  and 
by-iaws  of  such  corporation,  or  by  some  amend- 
ment thereof,  shall  be  adjudged  guilty  of  felony, 
and  shall  be  punished  by  a  fine  not  exceeding 
one  thousand  dollars,  and  imprisonment  in  tho 
State  prison  not  less  than  one  year  nor  more  than 
ten  years,  in  the  discretion  of  the  Court. 

Sec.  2.  This  act  shall  take  effect  from  its  pas- 
sage. •'•.;-;.;  -v      ■  .;  ■  . 

Approved  November  1st,  1854. 

Danphlm  and  Sa«qiielianna  Railroad. 

Among  the  improvements  leading  to  the  Coal 
Region,  and  destined  in  the  future  to  contribute 
largely  to  its  prosperity,  the  most  recently  open- 
ed is  the  Dauphin  and  Susquehanna  road. 

The  road  begins  upon  the  Pennsylvania  Rail- 
road at  Rockville  Switch,  five  miles  above  Har- 
risburg,  and  passing  through  Dauphin  and  Pine- 
grove,  coujects  at  Aubufn  with  the  Pottsville, 
Reading  and  Phila.  Railway,  ten  miles  below 
Pottsville.  It  is  fifty  four  miles  long  from  Rock- 
ville Switch  to  Auburn,  and  forms  a  continuous 
railroad  line  from  Pottsville  to  Harrisburg  of  69 
miles.  The  grades  and  curvatures  of  this  line  are 
easy,  and  though  opened  only  on  the  first  of  Feb- 
ruary last,  it  has  already,  in  the  conveyance  of 
Passengers,  of  produce,  and  lumber,  to  the  Coal 
Region,  been  of  great  benefit.  A  regular  com- 
munication, daily,  is  now  maintained  through  this 
line  between  Pottsville  and  the  seat  of  the  State 
Qoverment,  in  less  than/wtr  hours. 

At  Dauphin,  this  road  connects  with  the  Sus- 
quehanna Railroad,  and  at  Pincgrove  with  the 
Union  and  Swatara  Railroads  ;  from  the  latter  it 
receives  considerable  coal,  and  the  whole  coal 
business  of  the  line  in  this  first  yea.-,  will  amount 
to  nearly  100,000  tons. 

Through  this  line  for  the  first  time,  large  num- 
ber ot  private  cars  from  Cumberland  Valley,  laden 
with  the  produce  of  that  fertile  region,  have  ap- 
peared in  Pottsville,  and  contributed  essentially  to 
the  supply  of  this  great  consuming  market  of  the 
Coal  Region.    Private  coal  cars  from  York,  Carl- 


isle, Chambersburg,  and  Lancaster,  are  constantly 
running  to  the  Daaphin  Mines  and  those  above 
Pinegrove,  and  bearing  thence  into  the  interior  of 
the  country,  the  coal  of  this  county,  going  those 
places  for  the  first  time,  since  the  opening  of  this 
road. 

Thii  line  also  furnishes  anew  but  circuitous 
route,  between  Harrisburg  and  Philadelphia,  and 
carries  a  number  of  passengers  and  considerable 
freight  between  those  poinis.  People  travelling 
to  the  West  from  all  the  North-eastern  portion  of 
Pennsylvania,  now  usually  take  this  route,  which 
is  the  shortest,  cheapest,  and  most  pleasant. 

The  company  is  now  under  the  Presidency  of 
Capt.  Daniel  Tyler  of  Norwich,  Conn.  ;  and  has 
been  since  its  opening  under  the  direction  of  Ell- 
wood  Morris,  E.xq.,  Engineer  and  Superintendent, 
and  N.  F.  Jones,  Assistant  Superintendent — both 
citizens  of  the  State,  and  well  known  in  their  pro- 
fession and  to  the  company  for  whom  they  act,  as 
thoroughly  competent  and  eflOicient  men. 

As  we  previously  remarked,  the  business  pro- 
spects of  this  road  are  encouraging.  And  if  the 
company  will  abandon  all  idea  of  embarking  in 
actual  mining  oi>erations  themselves,  and  permit 
individuals,  under  favorable  leases,  to  develop 
the  resources  of  their  lauds,  it  will  prove  a  master 
stroke  of  policy. — PoUsviUe  Journal. 


Virginia    Internal    ImproveaaeBt    Conven- 
tion 

A  Convention  of  Delegates  from  the  counties 
and  cities  of  Virginia  assembled  in  Norfolk  on 
Wednesday  f<«r  the  purpose  of  acting  upon  matters 
relating  to  the  internal  improvements  of  the  State. 
A  series  of  resolutions  were  reported,  which  set 
forth  in  substance  the  advantage  of  a  connection 
between  the  waters  of  the  Chesapeake  and  Ohio, 
and  that  concert  of  action  and  unity  of  purpose  is 
necessary  to  effect  this  connection ;  that  the  Cov- 
ington and  Ohio  Railroad  being  the  main  stem  of 
this  communication,  should  be  constructed  by  the 
State  with  as  little  delay  as  possiblej  that  Qie 
James  River  and  Kanawha  Canal  being %n  equally 
important  work  ought  to  be  extended  to  the  East- 
ern terminus  of  the  Covington  and  Ohio  Railroad ; 
that  the  Kanawha  River  should  be  improved  to 
the  highest  practiAble  point  for  steamboat  navi- 
gation :  that  the  lines  of  railway  on  the  North  and 
South  side  of  James  River  are  equally  entitled  to 
the  fosteriig  care  of  the  State,  and  7th,  that  "  in 
order  to  harmonize  and  unite  conflicting  interests 
which  defeat  and  still  jeopardize  further  apprc^ 
priations  for  the  prosecution  of  these  great  State* 
lines,  this  Convention  recommend  that  the  guage 
of  the  Covington  and  Ohio  Railroad  shall  be 
fixed  by  law  at  five  feet ;  and  that  if  the  Central 
Railroad  Company  shall  deem  it  expedient  to 
change  the  guage  of  tleir  road  to  a  corresponding 
width,  the  Legislature  ought  to  provide  for  a  di- 
rect subscription  to  the  stock  of  that  Company  to 
an  amount  necessary  to  pay  them  the  cost  of  such 
change  of  guage. 

The  last  resolution  gave  rise  to  considerable 
and  exciting  discussion,  a  number  of  the  delegates 
being  strongly  opposed  to  the  adoption  of  a  guage 
of  five  feet,  and  contending  that  this  mattershould 
be  deferred  for  subsequent  action.  The  vote 
being  finally  taken,  the  original  resolution  was 
adopted,  whereupon  the  delegates  from  Richmond 
city,  Alleghany  and  Bath,  Augusta  and  Albemarle, 
withdrew  from  the  Convention,  declaring  their 
protest  to  its  action.  Tho  Convention  then  ad- 
journed sin,c  die. 


Alabama  and  Tennessee  Railroad. 

The  laying  of  the  track  on  the  Alabama  and 
Tennessee  River  railroad,  beyond  Montevallo 
commenced  Monday  last,  and  will  be  pushed  for- 
ward, we  understand,  as  long  as  the  present  sup- 
ply of  iron  holds  out,  which  will  carry  the  road 
to  Columbia.  We  hope  the  stockholders  of  the 
road,  who  will  meet  at  Shelby  Springs,  on  the 
18th  inst.,  will  make  such  arrangements,  as  will 
carry  the  road,  not  only  to  the  Coosa  River,  but 
to  the  100  mile  station.  There  it  will  begin  to 
pay,  and  will  prove  advantageous  to  this  place, 
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the  stockholders,  and  all  those  interested  in  its 
success.     Selma  Reporter. 


American  Railroad  Journal. 

Saturday,  December  23,  1854« 

Share  'and  Money  Market* 

The  continued  depression  of  the  stock  market 
is  the  source  not  only  of  great  inconvenience,  but 
a  cause  for  serious  regret,  as  it  seem»  to  have 
little  to  do  with  actual  values.  Confidence  in 
many  securities  has  undoubtedly  been  severely 
tried,  but  those  against  which  there  is  not  a 
whisper  of  distrast  have  fallen  off  nearly  as  much 
as  those  possessing  an  equivocal  character,  a  fact 
showing,  we  think,  that  confidence  has  been  less 
shaken  than  has  been  supposed. 

The  grand  cause  for  the  extreme  depression 
is  the  ovcr-sapply.  With  the  numerous  calls  for 
money,  railroad  have  taken  more  than  their 
share.  The  first  tendency  of  these  works  is  to 
create  a  demand  for  capital  instead  of  increasing 
the  supply.  A  railroad  that  has  cost  $2,000,000 
«reates  a  demand  for  twice  that  sum  to  develop 
the  resources  which  the  road  renders  available. 
The  capital  of  the  country  is  unequal  to  those  ob- 
jects. As  fast  as  the  want  is  supplied,  railroad 
securities  will  move  upward. 

The  demand  for  money  is  not  much  greater 
thaa  it  was  a  year  ago.  The  earnings  of  rail- 
roads, notwithstanding  the  general  stagnation  of 
trade,  are  greatly  in  excess  of  the  past  year.  No 
new  discoveries  have  been  made  impugning  the 
received  ideas  as  to  the  ratio  of  expenses  to 
earnings.  There  is  no  one  who  does  not  admit 
that  efficient  and  healthy  reforms  are  going  on  in 
the  management  of  roads.  There  has  been  a 
general  advance  in  charges  for  transportation, 
which  meets,  we  believe,  with*almost  universal 
approbation.  We  have  always  regarded  the  de- 
pressipn  which  has  prevailed  as  calculated  to  pro- 
mote the  best  advantage  of  our  roadf.  In  our 
estimation,  railway  property  is  toorth  at  least  ten 
^er  cent,  more  than  it  was  a  year  ago.  Such,  we 
think,  is  the  common  belief,  yet  in  face  of  all 
these  favorable  circumstances,  the  market  re- 
mains at  its  lowest  ebb,  without  any  apparent 
signs  of  rallying.  The  degree  of  this  depression 
and  its  unreasonableness  is  well  shown  by  the 
following  table,  of  the  earnings  and  market  values 
of  certain  stocks  a  year  since,  and  at  the  present 
time. 

.2    S;*       *    2 

H      O    >- 

New  York  Central....  565 ,945  113  628,768  80 

New  York  and  Erie... 638 ,074  79  641,429  34 

Baltimore  and  Ohio.. 290. 163  68  360,122  42 

Pennsylvania  Central.  245,028  94  333,216  81 

Harlem 90,008  66  105,465  28 

Hudson  River 153,258  65  160,462  80 

Michigan  Southern... 220,804  120  284,377  83 

Michigan  Central 200,183  110  267,629  80 

Clevel'd  &  Pittsburgh.  44,324  93      64,149  50 

Galena  and  Chicago..   99,397  130  183,000  92 

Cin.,  Ham.  «&  Dayton.   38,158  102      43,616  75 

Cleveland  «&Columbusll7,332  122  120,000  91 

Cleveland  and  Toledo.   67,253  95      85,079  56 

We  believe  the  column  showing  the  earnings  of 
the  roads  to  be  a  much  better  criterion  of  their 
value,  than  that  showing  the  market  prices  of 
their  sto&ks.    The  ooQUrast  is  a  remarkable  one. 


Many  of  the  roads  which  show  the  largest  increase 
of  earnings  have  suffered  most.  Their  values,  of 
course,  is  thought  to  be  less  than  it  was,  though 
we  can  discover  no  good  ground  for  such  opinion. 
We  commend  the  above  table  to  the  consideration 
of  those  who  see  nothing  but  calamity  ahead. 

The  gross  receipts  of  the  Wilmington  and  Ra- 
leigh Railroad  Company  for  the  fiscal  year  ending 
Sept.  30  have  been  ^482,880  62,  and  the  expen- 
ditures S291,220  73,  leaving  for  profits  $191,659- 
89,  from  which  deduct  interest  and  exchange,  and 
there  is  left  as  net  profits  to  stockholders  $127,- 
962  77.  The  liabilities  of  the  company  on  the  1st 
of  October,  were  $1,052,070  47. 

Below,  we  have  compared  the  earnings  of  the  fol- 
lowing Railroads  for  October,  1862,-3,  and  '54. 

1852.        1853.        1854. 
New  York  Central. .  .$416,631  $655,945  $828,768 
Baltimore  and  Ohio. .    198.000     290,163     360,122 
New  York  &  Erie...   376,838     638,074     641,429 

Penn.   Central 244,094     245,028     333,216 

Hudson  River 104,809     163,268     160,462 

Harlem' 70,463       90,008     106,465 

Southern  Michigan.  134,747  220,804  286,377 
Central  Michigan...  164,183  200,183  257,629 
Ohio  &  Pennsylvania     41,741       84,039     142,453 

Mad  river 

Cin.,Hamlt'n,&.Datn  30,100  38,068  43,616 
Clevel'd  &  Pittsburg  37,313  44,324  54,149 
Galena  and  Chicago 

Union 68,712      99,397     150,000 

Macon  and  Western.      31,777       27,347       23,206 

Virginia  &  Tenn ... . 

Norwich  (fcWorc'r..      24,836       31,867       29,325 

New  Haven ..  k«»  .  ,    •.  •• 

Hartford  &  N.  Haven  . ,  . .     '        . .     ' 

Milwaukee  &  Miss. .  15,072  46,330  76,674 
Detroit&Pontlac...        8,273        10;476      11,261 

Chicago  &  R.  1 67,697   176,321 

Sixth  Avenue,  N.  T.  12,101  22,703  10,300 
Eighth  Avenue  N.  Y.  16,530  28,495  28,337 
Greenville  and  Miami 

Cleveland  and  Toledo  67,263     86,079 

Cleve.  Colum.«feCin.    106,126       117,332   122,000 

Stonington -.^     19,996        32,275     29,772 

Ohio  Central Tw        ..  12,879     43,616 

Iron  Railroad 

Indianapolis  &  Cin ..         33,944 

Androscoggin  &.  K,on.         ..  15,316     18,919 

Pennsyh'ania  R.  R.  ..  ^ 

Receipts  of  road  for  mouth  ending 

Oct.  31,1864 $333,236  68 

Same  month  last  year 246,058  30 


Increase $88,178  38 

Receipts  from  Jan.  1,  to  Oct.  Slst, 

1854 $3,058,729  97 

Same  period  last  year 2,349,964  83 


5.    S 
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Increase $708,766  14 

Erie  R.  R. 

The  fiscal  year  of  the  Erie  Railroad  Company 

closed  on  the  30th  September  last.    The  following 

is  an  exhibit  of  the  receipts,  expenses,  and  net 

earnings  for  each  month  of  the -past  year. 

■     ,  Net 

Earnings.      Expenses.      Earnings. 

October $539,675  $340,253  $199,421 

November....    461,266  338,492  122,773 

December....   381,203  359,290  21,913 

Januarv 837,232  347,463  10,220 

February 357,629  347,115  10,513 

March .' .  466,786  406,443  60,343 

April 521,987  398,879  123,097 

May 600,661  419,090  81,661 

June 386,866  884,824  2,042 

July 407 ,269  393,163  14,106 

August 481,826  423,143  68,683 

September....  617,663  387,865  129,708 


According  to  a  circular  issued  by  the  Erie  Rail- 
road Company,  the  Stock  of  the  Com- 
pany is $10,024,000 

And  Bonds  issued  or  proposed  to  be 

issued , 24,861,000 

The  interest  annually  on  the  last  sum 
will  be 1,789,670 

Sinking  Fund  8  per  cent,  of  $4,000,- 
000 820,000 

:r'/o  •.;•;.■;•.;,  .k^."«;;  $2,069,^0 
Ad^  running  expenses,  6d  per  cent,  of 

£6,000,000 3,300,000 

while  the  aggregate  receipts  for  the 

current  fiscal  year  are  estimated  at.  6,000,000 

Against  receipts  of   1853-1864......  6,122,000 

Do.           do.          1862-1858 4,188,000 

Do.            do.          1861-1862 8,047,000 

The  following  are  tlie  details  of  Transportation 
Expenses  for  the  year  ending  Sept.  80th,  1864. 

OFFICE    AND    STATION    EXPENSES. 

Office  expenses  and  stationery $46,846  84 

Agents  and  clerks 116,366  19 

Labor,  loading  and  unloading 126,903  61 

COST   or   ECNNINO. 

Porters,  watchmen  and  switchmen ....  60,412  25 
Wood  aDd  water  station  attendance. . .     5,8< 9  83 

Fuel,  first  cost  and  labor 4©9,598  98 

Passenger    conductors,    baggage    and 

brakemen 76,814  08 

Freight  conductors  and  brakemen, ....  181,226  99 

Passenger  enginemen  and  firemen 93,167  41 

Freight  enginemen  and  firemen 130,340  12 

Oil  and  waste  for  passenger  engine  and 

tenders 22,345  25 

Oil  and  waste  for  freight  engine  and 

tenders 31,718  61 

Oil  and  waste  for  passenger  and  bag- 
gage cars 13,268  87 

Oil  and  waste  for  freight  cars 20,217  60 

OENERAL    EXPENSES. 

Loss  and  damage  of  goods  and  bag- 
gage    82,791  62 

Damages  for  injuries  to  persons 15,991  66 

Damages  to  property 505  88 

General  superintendence 58,411  03 

Contingencies 92,960  90 

REPAIRS    OF    ENOINES    AND    CARS. 

Engines  and  tenders,  passenger 131,357  10 

Engines  and  tenders,  freight 182,670  12 

Passenger  and  baggage  cars 79,612  66 

Freightcars '122,500  96 

Tools  and  machinery  in  shops 23,262  64 

Incidental  expenses  about  shops 21,278  76 

REPAIRS    OF    TRACK    AND    ROADWAY. 

Road-bed 

Track 

Fences,  gates,  &c 

REPAIRS    OF    STRUCTURES. 

Truss  bridges 

Passenger  wood  and  water  stations. . . 
Engine  and  car  bouses,  machine  and 

^vorkshops 

Rents  (Dwellings) 

Telegraph 

INCIDENTAL. 

Superintendence  and  office  expenses.. 
Contingencies 

MISCELLANEOUS. 


$5,369,958    $4,646,016         $813,942 

Fxiienses  includes  interest  on  the  company's 

debt. 


61,369  81 

441,318  19 

6,962  86 


Ferry 

Expenses  of  operating  telegraph , 


29,167  18 
16,274  29 

3,780  17 
666  48 
382  80 

2,878  49 
7,462  96 

127,064  98 
80,649  86 

Total $2,742,615  67 

Interest  on  company's  debt 1,803,490  26 

Total $4,646,105  83 

Cindnnaii,  Hamilton  and  Dayton  R.  R. 
The'Cincinnati,  Hamilton  and  Dayton  Railroad 
earnings  for  1864,  are  as  follows  : 

Year  ending  Nov.  1,  1854 $479,887  64 

Year  ending  Nov.  1, 1863 410,288  69 

Increase,  nearly  17  per  cent $69,598  85 
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Railway  Morals  aud  Rallw^ay  Policy. 

We  give  this  week  the  balance  of  the  article 
upon  Railway  Morals  and  Railway  Policy  from 
the  Edinburgh  Review  ;  and  continue  our  own 
upon  the  same  subject. 

We  showed  last  week,  we  think,  that  our  rail- 
roads, from  the  absence  of  legislative  interference, 
have  escaped  a  part  of  the  disasters  and  losses 
which  British  Railroads  have  suffered.  In  this 
country  the  construction  of  railroads  is,  by  law 
in  many  of  the  States,  and  practically  in  all,  open 
to  general  competition  as  much  as  are  any  other 
commercial  enterprises.  Railroad  companies  nei- 
ther look  to  govtroipeut  for  favors,  nor  are 
they  subject  to  any^lordcns  not  common  to  all 
kinds  of  property.  Those  engaged  in  their  con- 
struction act  under  the  influence  of  no  artificial 
stimulus  supplied  by  the  State ;  aud  as  far  as  legis- 
lation is  concerned,  are  in  no  greater  danger  of 
pushing  to  excess  the  construction  of  railroads, 
than  of  ships,  or  any  of  the  various  branches  of 
manufacturing. 

Onr  works  therefore  rest  upon  the  solid  founda- 
tion of  individual  interests  and  individual  in- 
stincts, and  our  people  are  influenced  in  their 
construction  by  precisely  ^the  same  motives  by 
which  they  are  actuated  in  any  similar  pur- 
suit. We  speak  now  of  governmental  interference. 
We  attach  great  importance  to  their  exemption 
from  it.  Theoretically,  we  think  it  easy  to  show 
that  any  interference  in  their  construction  or 
management,  except  to  promote  their  own  advan- 
tage, and  to  guard  the  rights  and  safety  of  the 
public,  is  mischievous.  We  have  only  to  refer  to 
the  experience  of  English  railways  in  full  proof 
of  our  positions. 

We  showed  too,  we  think,  satisfactorally,  that 
the  waste  and  misconduct  in  the  construction  of 
railroads  is  owing  to  the  fact  that  those  who 
furnish  the  means  do  not  oversee  its  expenditure. 
We  have  only  to  refer  to  numerous  illustrations 
in  confirmation  of  our  views.  Fow  as  the  con- 
struction of  most  of  our  roads  has  been  super- 
vised by  the  parties  most  interested,  their  first 
cost  has  not  been  exorbitant.  Such  of  them 
as  have  not  been  cramped  for  money,  have  come 
from  the  hands  of  the  constructor  at  what  nsiftt 
be  considered  a  fair  cost.  We  speak  now  of  the 
aggregate.  There  is  no  reason  why  this  should 
not  be  so.  Competition  among  contractors  brings 
down  prices  to  the  lowest  remunerating  point; 
and  training  and  experience  enable  them  to  do 
work  at  one-half  the  cost  to  a  company.  The 
construction  of  a  railroad  is  a  simple  aflTair,  com- 
pared with  the  waking  of  it ;  and  no  matter  wha 
difficulties  are  involved  in  the  former,  experts  are 
always  found  equal  to  any  emergency.  There  are 
no  reasons  therefore  but  gross  dishonesty,  or  in- 
competency on  the  part  of  the  engineer,  why  a 
penny  should  be  wasted  in  construction. 

We  also  stated  in  the  preceeding  article,  that 
our  people  had  not  reached  that  stage  in  the  pro- 
gress of  railroads  in  which  the  tendency  to  branch 
or  competing  lines  manifests  itself  to  any  great  ex- 
tent. Our  people  have  been  too  busily  occupied 
with  legitimate,  to  waste  much  money 'on  illegiti- 
mate projects.  This  is  a  very  important  fact  in 
estimating  the  value  of  railroad  property  in  this 
country.  The  great  majority  of  our  railroads  in 
progress,  or  construction,  was  called  for.  Our 
people  hare  been  properly  employed  and  the  con- 


viction that  they  were  so,  contributed  not  a  little 
to  success.      It     operated   as    a    talisman    to 
shield  them  from  harm.     Give  to  a  man,  or  body 
of  men,  a  conviction  that  they  are  pursuing  the 
proper  path  to  a  laudable  end,  and  this  convic- 
tion becomes  a  higher  principle  of  action,  raises 
them  above  the  influence  of  selfish  aims,  or  grati- 
fication, and  renders  them  cheerful,  industrious 
and  vigilant  co-workers  to  a  common  result.    The 
end  gives  character  to,  and  renders  efficiant  th« 
means.    But  where  no  useful  end  can  be  seen, 
men  at  once  become  demoralized,  and  the  first 
care  is  to  serve  themselves.    Imagine  employees 
on  a  railroad  to  believe  that  the  work  will  prove 
an  entire  failure,  that  all  the  money  expended  in 
its  constructioa  will  bo  lost,  will  they  not  feel  that 
it  would  be  much  better  if  a  part  of  the  money 
could  go  into  their  own  pocket,  than  to  lie  iu  an 
useless  embankment  1     Would  they  not   become 
indolent  when  they  saw  that  their  labor  produc- 
ed nothing  useful,  and  cease  to  feel  pride  or  iuter- 
est  in  a  work  with  which  they  foresaw  their  names 
would  appear  in    disgraceful    association  1     A!] 
these  things  are  equally  true  of  persons  employed 
in  a  railroad,  as  in  any  other  business  or  calling. 
Most  of  our  roads  fortunately  have  been  projects 
that  have  called  into  exercise  the  better  sentiment, 
which  many  of  the  Enelish  roads  have  failed  to 
do.     Hence  the  low  cost  and  better  management 
of  our  own  compared  with  the  high  cost  and 
cianagemcnt  of  the  former.     We  speak  now  of 
our  present  success.     Our  pe<tple  thus  far,  fortun- 
ately, have  been  engaged  upon  legitimate  objects 
which  have  been  pursued  by  legitimate  means. 
But  our  danger  is  a  mere  matter  of  time.    We  are 
fast  approaching  the  period  in  the  progress  of  rail- 
roads in  which  our  works  will  be  subject  to  the 
same  influences  that  have  overwhelmed  English 
roads.     These  roads  commencd  with  bright  pro- 
mises.    They  were  successfal  till  the  appropriate 
theater  for  their  construction  was  exhausted.  The 
evil  day*  came  whea  the  object  in   the  construc- 
tion of  a-  railroad  ceased  to  be  that  of  a  cheap, 
well  managed  and  useful  work,  but  the  money 
that  could  be  made  out  of  the  process  of  construc- 
tion. 

The  low  cost  of  American  roads  is  proof  that 
most  of  them  have  been  constructed  waAet  favor- 
able conditions.  It  is  a  great  mistake  to  suppose 
the  greater  cost  of  English  roads  is  owing  to  the 
greater  amount  of  work  involved  in  their  con- 
struction. We  Lave  in  this  country  a  much  bet- 
ter standard  of  engineering  than  in  England.  The 
great  aim  of  American  engineers  is  to  secure  the 
greatest  returns  on  the  investments.  The  con- 
struction of  many  of  our  more  important  lines  is 
due  to  the  skill  of  the  engineer,  among  which 
may  be  named  the  Atlantic  and  St.  Lawrence  and 
the  Baltimore  and  Ohio,  the  routes  of  both  of 
which  presented  great  diflicultics,  which  hare 
been  surmounted  by  consummate  skill.  With  or- 
dinary engineering  neither  road  could  have  been 
built.  Only  so  much  money  could  -be  raised  for 
each.  The  fact  that  the  means  of  our  people  Are 
so  disproportioned  to  works,  for  the.  construction 
of  which  there  is  felt  to  be  an  imperative  neces- 
sity, compels  them  to  practice  economy,  and  to 
supply  as  far  as  psssible,  by  expedients,  the  lack 
of  capital.  There  is  no  doubt  that  an  American  en- 
gineer will  accomplish  vastly  more  with  an  equal 
amount  of  money  than  an  English  engineer.    The 


latter  cannot  be 
economy    that 


made  to  feel  the  uecessiity  for 
is  felt  in  this  country.  He 
knows  that  in  Great  Britain  there  is  money  enough 
for  any  work  that  may  be  undertaken, aud  acts  upon 
this  idea.  One  of  our  best  engineers  just  return- 
ed from  England  informed  as  that  be  made  a  cri- 
tical examination  of  several  roads  of  that  country 
for  the  purpose  of  comparing  their  nominal  cost, 
and  the  amount  of  work  involved,  with  our  own. 
Among  others  was  the  London  and  Bristol,  which 
is  exactly  the  length  of  the  Western  Railroad  of 
Massachusetts,  157  miles.  Ho  slates  that  the  ^tp- 
parent  cost  of  the  Western  is  vastly  greater, 
while  its  capital  account  is  rot  one-half  that  of 
the  English  road.  In  other  words,  had  the  West- 
ern been  an  English  work,  it  would  have  cost 
S150.000  per  mge,  instead  of  SGa.OOO.  It  should 
be  remembered  too,  that  labor  and  iron  in  this 
country  are  at  Isast  60  per  cent,  higher  tlian  in 
Great  Britain.  The  graduation  of  our  roads  ia 
done  almost  entirely  by  labor  imported  from  that 
country. 

The  proi>er  test  of  successful  engineering  is  the 
result.  An  engineer  who  builds  a  road  that  pays 
8  per  cent,  upon  its  cost,  with  structures,  which 
though  cheap  and  unpretending,  protect  and  pre- 
serve property  and  supply  the  necessary  accom- 
modation to  the  traveller,  is  much  better  entitled 
to  be  called  successful,  than  one  who  sacrifices  the 
earnings  of  a  read  to  magnificent  erections,  or  to 
ornament  without  use.  Tlie  first  object  to  be 
gained  is  to  make  the  road  useful  and  proJUabU. 
After  these  conditions  are  satinfied,  ornament  may 
follow.  In  this  country  we  consult  the  practical. 
Another  reason  why  we  expend  less  upon  our 
roads  is,  because  the  general  standard  of  architec- 
ture is  lower.  The  style  of  the  structures  on  a  rail- 
road is  regulated  by  the  best  illustrations,  or  ideas, 
which  prevail  in  the  community  where  such  rail- 
road is  located.  But  ornament  is  so  much  capital 
sunk,  and  should  always  be  proportioned  to  the 
earnings  of  a  road.  In  the  United  States,  #om 
the  equality  which  prevails,  the  structures  of  onr 
roads  correspond  to  the  average  for  the  countn^ 
The  expenditure  ceases  when  this  point  is  reach- 
ed. Our  stations,  consequently,  are  not  imitations 
of  Baronial  castles,  nor  are  the  accommodations 
furnished  above  whaiJ  the  average  of  the  commu- 
nity enjoy.  There  may  be  an  aesthetic  value  in 
the  castle,  as  a  beautiful  illustration  of  art.  But 
it  is  not  the  province  of  railroad  companies  to  be- 
come instructors  in  architecture.  Their  only  object 
B\io\i\A\iQ  money-making.  *. '  -     ;  ,>\ 

Our  roads  cost  much  less  than  English  railroads, 
because  we  make  our  expenditures  in  reference  to 
a  different  standard.  Ours  is  a  practical ;  theirs, 
an  ideal  one.  In  this  country  those  who  earn  the 
money,  the  laboring  classes,  fix  the  standard.  In 
England,  those  who  spend  it.  Here  lies  the  diflFer- 
ence.  A  grand  castle  is  a  grand  affair,  but  it  is  poor 
property.  In  England  many  of  the  railroads  are 
grand  affairs,  but  equally  poor  property.  Ours  are 
less  pretending ;  but  most  of  them  have  the  merit 
of  paying  well  on  their  cost.      ^  ,         ^^  ."■-"•:.'. 

We  are  aware  that  this  will  be  thought  by  some 
to  be  a  far-fetched  argument,  but  it  appears  to 
us  to  be  sound,  nevertheless.  Certain  it  is  that 
we  attempt  nothing  on  the  grand  scale  that  we 
see  in  England.  A  good  illostration  of  the  diflTer- 
ent  ideas  which  prevail  in  the  two  coimtries,  ii  the 
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Victoria  Bridge  now  in  progress  orer  the  St.  Law- 
rence River,  at  MontreaJ,  for  the  accommodatioD 
of  the  Qrand  Trunk  Kailroad.  Ad  AmericKD  en- 
gineer would  hare  recommended  a  wooden^xx^r- 
structure,  making  the  whole  cost  of  the  bridge 
about  $1,000,000.  In  fact,  responsible  contractors 
have  oflered  to  build  such  a  bridge  for  S800,000. 
A  farther  sum  of  $500,000.  put  out  at  interest, 
would  maintain  the  bridge  for  ever,  making  a  total 
cost  of,  say,  $1,600,000.  But  the  construction  of 
the  Grand  Trunk  is  an  illustration  of  English 
ideA  transferred  to  this  country.  A  wooden 
bridge  for  such  a  great  work  was  too  frail  a  struc- 
ture. One  must  be  built  upon  the  model  of  the 
Britannia  of  iron,  at  an  estimated  cost  of  $7,500,- 
900,  to  go  probably  to  $10,000,000!  Now  a 
<^ooden  bridge  would  serve  every  itteful  end  of  an 
iron  one.  Here  then  are  $6,000,000  to  be  sacri- 
ficed to  carry  out  the  English  way  of  doing  things, 
which  amount  might  as  well  have  been  thrown 
into  the  sea.  We  do  not  hesitate  to  say  that  no 
engineer  of  reputation  in  the  United  States  would 
recommend  the  bridge  that  the  Grand  Trunk  Co. 
are  constructing.  He  would  feel  certain,  if  he  did, 
it  would  be  the  last  time  his  opinion  would  be 
called  for.  If  the  bridge  become  a  part  of  the 
Grand  Trunk  scheme  it  will  very  nearly  ruin 
it.  The  whole  travel  to  pass  over  it  would 
hardly  justify  the  expenditure  of  the  sum  first 
named. 

We  have  dwelt  upon  this  branch  of  the  subject 
for  the  purpose  giving  as  distinct  a  notion  as  pos- 
sible of  the  rationale  of  the  American  mode  ol 
constructing  railroads  and  explaining  their  low  cost, 
compared  with  those  of  most  countries,  particular- 
ly of  Great  Britain,  with  which  we  usually  contrast 
our  roads. 

We  believe  that,  on  the  whole,  the  money  ex- 
pended on  the  railroads  in  this  country  has  been 
well  expended.  It  has  produced  the  results  pre- 
dicated both  in  their  income,  and  in  the  develop- 
men^of  the  resources  of  the  country.  Their 
earnings  are  justifying  public  e.'spectation  and  the 
representations  of  the  companies.  In  cases  where 
the  income  to  be  derived  from  them  was  a 
secondary  consideration,  they  have  realized  all 
the  expected  results.  That  there  has  been  much 
misdirected  eflbrt,  and  a  great  deal  of  money 
wasted,  there  is  no  doubt,  but  could  we  com- 
promise past  errors  by  purchasing  exemp.tion  for 
the  future  we  should  pronounce  our  success  com- 
plete. 

■  Having  pointed  out  the  causes  that  have  led 
us  successfully  thus  far,  we  now  return  to  the 
danger  to  which  the  railroad  interest  and  the 
public  ve  exposed,  and  proceed  to  indicate  as  far 
as  possible,  the  tests  which  distinguish  legitimate 
from  illegitimate  projects,  and  to  point  out  the  re- 
forms, and  that  system  of  management  necessary 
to  secure  success  after  our  roads  come  into  use. 

To  distinguish  a  legitimate  from  an  illegitimate 
project,  we  must  look  in  ^he  first  place  to  the 
parties  who  are  engaged  in  their  construction.  A 
road  is  built  with  one  of  two  objects ;  the  income 
to  be  derived  from  it,  with  its  incidental  advan- 
tages, or  the  money  that  is  to  be  made  out  of  the 
process  of  construction.  Those  who  are  to  derive 
the  incidental  advantages,  are  the  parties  living 
upon  its  line.  It  is  their  interest  to  have  it  built 
as  cheaply  as  possible ;  as  the  less  it  cost,  the  less 


will  commerce  and  travel  be  taxed.    If  they  sup- j*<'j?«*»  to  one  dollar  in  money,  and  will  soon  find 


ply  the  means,  they  will  take  good  care  that  they 

are  not  wasted,  and  their  position  gives  them  the 

opportunity   to  oversee  its  proper  expenditure. 

Now,  however  much  our  people  desire  railroads, 

they  are  very  careful  not  to  put  their  money  into 

one  that  does  not  promise  to  pay  well.  Where  the 

people  on  the  line  of  a  railroad  furnish  the  means 

for  its  consti'uction,  this  fact  is  good  indication : 

1st,  that  there  being  sufficient  strength  on  the 

line  of  a  road  to  furnish   a  considerable 

portion  of  the  means  for  its  construction ; 

there  is  a  sufficient  development  of  the 

country  to  support  it. 

2Dd,that  the   parties   supplying   the   money, 

having  an  opportunity  to  superintend  its 

expenditure,  the  road  will  be  economically 

built ;  and   as   long   as  it  remains  iu  first 

band,  will  be  well  managed.     •      ■ 

Where  on  the  other  hand  a  road  is  taken  up  by 

parties  living  off  its  line  the  inference  is — 

1st,  that  such  parties  not  being  incidentally 
benefitted  by  such  road,  their  object  is  to 
make  money  out  of  the  process  of  construct- 
ion :    the  road  iu  such  case  instead  of  be- 
ing built  economically,  is  built  as  expen- 
sively as  possible,  (as  represented  by  the 
amount  of  stock  and  securities  issued,)  the 
objecl   being  to  impose    such    securities 
upon  the  public ;  or, 
2nd,  that  such  parties  not  having  any  oversight 
of  the  expenditure  of  the  money,    the  road 
will  of  necessity  be  built  at  high  cost  and 
badly  managed. 
Where  parties  living  off  the  line  of  a  railroad, 
engage  in  its  construction;[and  where  the  object  is 
to  make  money  in  its  construction,  of  course,  they 
are  exceedingly  desirous  that  the  road  should  pay 
well  on  its  cost,  as  a  means  of  carrying  up  the 
price  of  the  securities  which  are  their  profits. 

Now,  if  all  purchasers  of  securities  would  buy 
nly  such  as  are  sanctioned  by  the  tests  giveno 
above,  we  should  have  few  or  no  useless  roads. 
As  before  stated  our  people  will  not  put  their  own. 
money  to  any  considerable  amount  into  roads 
that  do  not  promisu  to  pay ;  especially  will  they 
not  do  this,  when  they  are  not  in  position  to  de- 
rive any  incidental  advantage  arising  from  them. 
Where  a  project  is  taken  by  parties  living  at  a 
distance,  the  inference  is  almost  irresistible  that 
either  there  is  no  money  in  it,  or  that  its  stock 
and  debts  will  represent  a  much  larger  sum  than 
its  cost.  Such  a  view  of  the  case  is  sanctioned 
not  only  by  common  sense,  but  is  fully  supported 
by  fads.  Whec  therefore,  the  securities  of  a  rail- 
road are  offered  for  sale,  the  first  thing  to  be  ask- 
ed for  is  the  list  of  stockholders.  If  they  live 
upon  its  line,  and  have  taken  steck  in  the  road 
because  they  need  it,  and  if  such  subscription  re- 
present the  collective  strength  of  the  community, 
and  be  sufficient  to  furnish  one-half  of  the  cost  of 
the  road,  they  show  that  there  is  a  population  ad- 
equate to  its  support,  and  that  the  means  will  be 
properly  expended.  The  purchaser  of  the  bonds 
issued  under  such  circumstances,  possesses  all 
possible  guaraqtees  of  safety,  as  a  large  interest 
must  be  sacrificed,  before  he  can  be  injured. 
Where,  on  the  other  hand,  a  railroad  is  built  to 
make  money,  the'  amount  actually  expended  may 
have  been  only  a  small  proportion  to  its  capital 
account.     The  purchasers  may  get  two  dollars 


the  whole  concern  on  their  hands,  at  twice  its  cost; 
provided  the  getters  up  of  the  scheme  are  suf- 
ficiently adroit  to  fl^at  it  upon  the  public.  But 
the  mischief  does  not  end  here.  The  parties  who 
come  into  possession  of  the  road,retired  capitalists. 
Banking  or  Insurance  companies,  widows,  orphans 
&c.,  &c.,  live,  perhaps,  a  thousand  miles  from  the 
road,  and  have  neither  the  capacity  nor  oppor- 
tunity to  look  after  its  management,  which  has  to 
be  done  by  proxy;  and  the  road,  whatever  its 
merits  may  be,  as  we  have  shown,  prove  unpro- 
ductive from  the  causes  stated. 

The  ability  of  a  people  to  build  a  railroad  is  the 
test  of  their  ability  to  furnkh  a  business  sufficient 
to  its  support.  Where  the^iave  not  yet  reached 
such  a  degree  of  strength,  it  is  much  more  for  the 
interest  of  juch  community  to  postpone  the  con- 
struction of  such  work,  than  to  allow  it  to  go  into 
the  hands  of  speculators,  which  will  result  in  a 
road  at  double  cost,  imposing  a  perpetual  tax  upon 
them,  in  the  shape  of  double  charges  for  trans- 
portation. 

An  adherence  to  the  above  tests  will  not  only 
prevent  the  cot^struction  of  roads  that  will  not 
pay,  but  would  limit  construction  to  the  ability  of 
the  country  to  build  and  sustain  them.  It  would 
produce  a  healthy  state  of  afiairs.  It  would  keep 
within  reasonable  limits  a  credit  system,  the  ten- 
dency of  which,  in  a  country  like  our  own,  is  con- 
stantly to  excess.  It  would  render  uniform  a  pro- 
gress which  is  now  desultory.  It  would  enable  us 
to  achieve  as  great  results  as  we  now  witness,  and 
avoid  the  drawbacks  that  mar  our  success.  It 
would  be  the  meaus  of  checking  a  vast  amount  of 
commercial  distress,  which  is  always  attended  by 
a  certain  amount  of  moral  delinquency. 

By  confining  the  construction  of  railroads  within 
proper  limits,  a  double  good  would  be  accom- 
plished. We  should  only  have  paying  roads,  and 
escape  the  greater  part  of  the  dangers  to  which 
they  are  subject.  The  parties  fitted  to  build 
them  economically  are  the  very  persons  to  man- 
age them  in  the  same  manner.  In  such  an  event 
the  management  of  railroads  would  remain  in  the 
hands  of  those,  who  from  their  interest,  position, 
means;  of  observation  and  integrity  are  just  the 
part#!S  to  conduct  them. 

The  railroad  system  of  this  country  is  not  with- 
out striking  illustrations  of  the  correctness  of  our 
last  position.  Among  the  more  notorious  of  these 
are  the  Vermont  Central,  the  Rutland,  and  the 
Ogdensburgh.  These  works  were  projected,  and 
the  means  for  their  construction  furnished  by  the 
merchants  and  capitalists  of  Bostou.  Their  aim 
was  to  enlarge  the  area  of  the  ti^e  of  that  city, 
7iot  to  make*  money  in  building  them,  which  ren- 
ders them  all  the  better  proofs  of  the  points  as- 
sumed. 

In  all  of  the  above  cases  a  double  fault  was  com- 
mitted. The  roads  were  built  upon  the  idea  that 
they  could  be  made  the  outlet  to  tide  water  of 
the  products  of  the  interior.  Iu  building  any 
road,  it  is  hardly  ever  safe  to  make  an  hypothesis 
the  basis  of  an  expenditure.  Nothing  should  be 
taken  into  consideration  but  a  traffic  which  can  be 
t  roved  to  exist  on  the  line  of  the  road,  especially 
when  the  hypothetical  business  has  been  accustom- 
ed to  take  other  channels.  It  is  now  plain  to  see 
why  the  through  business  of  the  above  roads  is 
not  remunerative.  It  should  have  been  equally 
evident  to  their  projectors.     To  attract  new  busi- 
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0688,  it  has  to  be  carried  without  profit,  if  not  at  charter  requires  the  office  of  the  clerk  of  the  cor- 
an  actual  loss,  for  the  reason  that  there  are  cAca;w  poration  to  be  kept  within  the  State. 


routes  between  the  same  termini.  In  anticipation 
of  a  business  which  is  done  without  profit,  an 
enormous  expenditure  was  incurred  which  the 
locai  tra£Sc  by  no  means  justified.  In  addiUon,  the 
cost  of  the  roads  for  the  reasons  already  enumer- 
ated has  exceeded  all  reasonable  limit.  All 
these  causes  combined  have  rendered  them 
the  most  striking  failures  of  the  kind  in  the 
United  States.  Had  their  projectors  reckoned 
only  upon  local  traffic,  the  result  would  have  been 
very  different ;  the  roads  would  either  hare  not 
been  built,  or  their  objects  and  means  would  have 
been  carefully  adapted  to  the  business  of  their 
routes. 

If  roads,  where  the  aim  throughout  has  been 
economy  in  construction,  have  proved  disastrous 
failures,  from  the  reasons  enumerated,  bow  much 
greater  will  be  the  disaster,  where  the  chief  object 
in  construction  is  to  make  money,  which  can  only 
be  'done  by  creating  a  nominal  capital  much 
greater  than  the  cost  of  the  road. 
(To  be  continued.) 


Conneetlent  4&  Pasaumpsic   Rivers  Rail- 
road Co««  Vt* 


President :  Uenry  Keyes,  Newbury,  Vt. 

Superintendent :  Robert  Hale,  St.  Johnsbury, 
Vt. 

Secretary :    Elizah  Cleveland,  Coventry,  Vt. 

Treasurer:  N.  P.  Levering,  Office  No.  7, 
Merchant's  Exchange,  Boston. 

Principal  and  Transfer  Office,  Boston. 

Annual  meeting,  in  the  month  of  July. 

Income  account  is  made  up  sumi-annnally — 
April  1st  and  October  1st. 

Length  of  main  track,  6O73  miles.  ■    _. 

CHARTER. 

This  Company  was  incorporated  by  the  Legis- 
lature of  Vermont  in  1835,  and  was  originally 
empowered  to  construct  a  railroad  with  a  single, 
double,  or  treble  track,  from  the  southern  bound- 
ary of  the  State,  up  the  valleys  of  the  Connecticut 
and  Passumpsic  Rivers  to  the  North  line  of  the 
State  in  the  towu  of  Newport  or  Derby,  as  the  cor- 
poration should  judge  expedient.  An  additional 
act  was  passed  in  1845,  by  which  the  company 
was  divided  into  two  companies,  and  White  River, 
at  or  near  its  mouth,wa8  made  the  point  of  division 
of  the  lino  of  route.  The  Northern  Company  re- 
tained the  name,  and  all  the  subscriptions  that 
had  been  made  to  the  capital  stock.  By  the  orig- 
inal charter,  the  capital  was  fixed  at  S2,000,000, 
to  be  increased  to  such  an  amount,  not  exceeding 
S6 ,000,000  in  all,  as  s'aould  be  found  necessary  to  Junction 


CONSTRUCTION. 

As  it  was  the  design,  under  the  amended  char 
ter  that  the  road  should  connect,  at  the  mouth  of 
White  River,  with  the  Northern  (N.  H.)  Railroad, 
no  strenuous  efforts  for  construction  were  made, 
til]  there  appeared  a  reasonable  probability  that 
the  latter  road  would  be  extended  to  the  point 
of  junction.  In  the  summer  of  1847,  that  part 
of  the  line  lying  between  the  mouth  of  White 
River  and  the  village  of  Wells  River,  a  distance 
of  40  miles,  was  put  under  contract.  The  road 
was  opened  for  use  as  far  as  Bradford,  29  miles, 
on  the  10th  day  of  October,  1848,  and  to  Wells 
River,  Nov.  6th,  1848.  In  the  winter  of  1849-60, 
another  division,  exteudiug  from  Wells  River  to 
St.  Johnsbury,  '2.0%  miles,  was  put  under  con- 
tract, and  the  road  was  completed  and  opened  to 
the  last  named  place,  in  the  fall  of  1850.  With- 
in the  last  year,  very  vigorous  efforts  have  been 
made  to  secure  the  extension  of  the  road  to 
Derby  Line,  the  originally  proposed  terminus;  but 
the  stringency  in  the  money  market,  has  compel- 
led the  abandonment  of  the  enterprise  for  the 
present.  Should  the  extension  fail,  a  connection 
will  probably  be  made  with  the  Atlantic  and  St. 
Lawrence  Railroad,  by  a  branch  road  to  be  built 
by  the  last  named  Company  from  Island  Poud  to 
St.  Johnsbury.  •  '  'I   -     1 

PHYSICAL    FEATURES. 

The  Connecticut  and  Passumpsic  Rivers  Rail- 
road extends  from  White  River  Junction,  to  St. 
Johnsbury ,up  the  valleys  of  the  rivers  whose  names 
it  bears.  It  follows  the  lefl  bank  of  the  Connec- 
ticut, but  crosses  the  Passumpsic  repeatedly.  The 
length  of  the  ror.d  is  60  2-3d  miles ;  the  maximum 
grade  26  4-lOth  feet  per  mile,  for  less  than  three 
miles.  The  curves  are  easy  and,  for  practical  pur- 
poses, little  inferior  to  a  straight  line.  The  line  is 
amply  accommodated  with  Station,  Freight,  and 
Engine  Houses,  and  the  track  and  rolling  stock 
are  in  first  rate  condition.  Within  the  last  year, 
paore  than  40,000  new  sleepers  have  been  laid  on 
the  first  division  of  the  road,  at  an  expense  of 
S16,000. 

INCREASE    or    BUSINESS.    '      ■^V"^ 

The  business  of  the  road,  in  the  transportation 
both  of  freight  and  passengers,  has  steadily  in- 
creased from  year  to  year.  The  increased  trans- 
portation of.  lumber  is  particularly  noticeable, 
having  more  than  doubled  within  three  y«ars. 
The  connecting  roads  are  the  White  Mountains 
Railroad,  and  the  Boston,  Concord  and  Montreal 
Railroad,  which  connect  with  it  at  White  River 
When  extended  to  Derby  Line,  it  will 


S75,000,  Dec  1st,  1855  ;  875,000,  Dec.  1st,  1866 ; 
S100,000,  Dec.  l8t,  1857  ;  81i5,000,  Dec.  Ist,  1858 ; 
and  S175,000,  Dec.  1st,  1869.  For  the  purpose  of 
closing  the  construction  account,  and  funding  the 
floating  debt  of  the  Company,  second  mortgage 
Bonds,  to  the  amount  of  S260,000,  convertible 
into  capital  stock  at  ;>ar,  were  authorized  inJan'r, 
1852,  and  were  issued  to  the  amount  of  $234,000. 
The  larger  part  of  these  bonds  was  taken  by 
stockholders.  They  mature  Dec.  Ist.  1869.  It  is 
worthy  of  record,  in  this  connection,  that  this  is 
the  only  railroad  in  Vermont,  which  has  ever  paid 
a  dividend  to  its  stockholders.  For  some  years 
it  made  regular  semi  annual  dividends,  but  owing 
to  extraordinary  expenses  for  repairs,  the  net 
earnings  have  only  been  sufficient,  for  the  last  ten 
years,  to  pay  the  iuterebt  on  the  funded  debt,  and 
add  eight  or  ten  thousand  dollars  yearly  to  the 
contingent  fund,  which  now  amounts  to  $26,483 

61.      :-;'/.-  :  ■  -••■■..:^-  ^  -.,-■.•■: ...     ■  ^ 

SYNOPSIS    OP    THE    LAST   (^h)    ANNUAL    REPORT. 

The  earnings  of  the  road  for  the  year  ending 
May  3l8t,  1854,  were  8162,687  66,  which  was  do- 
rived  from  the  following  sources,  viz  :  from  pas- 
sengers, 868,218  95;  freight,  5ti87,228  79;  express, 
$1,200;  mails  85,158  86;  rents,  8881  25.  The 
expenses  were  :  for  maintenance  oi  road,  (includ- 
ing 40,000  new  sleepers,  new  bridge  abutmt-nt, 
&c.,)  826,058  56;  motive  power,  829,112  20; 
fuel,  812,766  76  ;  oil  and  waste,  83,871  49;  pas- 
senger department,  811,425  36 ;  freight  depart- 
ment, 815,002  65 ;  damages,  8822  31 ;  miscellan- 
eous, 88,005  26 ;  making  a  total  expenditure  of 
8107,114  68,  and  leaving  a  balance  of  net  earn- 
ings, 855,673  07.  Of  this  balance,  846,620,  was 
supplied  to  the  payment  of  interest  on  bonds,  and 
88,963  07  was  carried  to  contingent  fund.  The 
expenditures  oft  construction  account  were  823,- 
667  93,  making  that  account  81,780,062  13. 

BUSINESS    OF    THE    ROAD. 

The  whole  number  of  passengers  carried  over 
any  portion  of  the  road  during  the  year,  was  13,- 
916;  number  of  passengers  carried  one  mile,  1,- 
841,973,  equal  to  30,362  passengers  carried  over 
the  whole  road. 

The  total  tonnage  of  the  road,  (not  including 
local  freights)  was  35,806  tons.  The  number  of 
miles  run  by  passenger  trains  was  67,144;  by 
freight  trains,  41,656  ;  by  other  trains.  6,762  miies. 

St.  Johnsbury,  Vt.,  Nov.  22.  P.  H.  W. 


complete  and  equip  the  road.  The  stock  was 
divided  into  shares  of  8100  each.  It  was  further 
provided  that  the  Supreme  Court,  at  a  stated 
session  in  either  of  the  counties  through  which  the 
road  passed  might  alter  and  establish  the  rates  of 
transportation,  in  such  a  manner  that  the  corpora- 
tion should  not  divide  more  than  12  per  cent,  per 
annum  for  the  first  fifty  years,  aod  not  more  than 
six  per  cent,  thereafter.  The  right  was  reserved 
to  the  Legislature  to  purchase  the  railroad  with 
all  the  rights,  franchises,  and  property  of  the  cor- 
poration, at  any  time  after  the  expiration  of  fifty 
years  from  the  opening  of  the  road,  by  paying  the 
amount  expended  in  buildiag  and  repairing  the 
road,  and  all  other  expenses  relating  thereto.  The 


connect  with  the  Stanslead,  Shefford,  and  Cham- 
bly  Railroad,  now  under  construction,  and  in  con- 
nection Vith  that  road,  will  form  a  route  from  the 
Connecticut  Valley  to  Montreal  and  Quebec. 

FINANCES. 

The  capital  stock  actually  paid  in,  before  the 
creation  of  any  preferred  stock,  was  $984,600, 
not  including  partial  payments  on  47  delinquent 
shares.  In  December  1849,  first  mortgage  bonds 
to  the  amount  of  8550,000,  were  created  by  a  vote 
of  the  Directors,  in  pursuance  of  authority  given 
by  the  stockholders.  A  subscription  for  the  whole 
of  these  at  par  was  secured,  and  the  proceeds  ap- 
plied to  constructing  the  road  from  Wells  River  to 
St.  Johnsbury.    These  bonds  fall  due  as  fellows : 

■      -  •  ,  ,  ■  -  ■  - 


Saratoga  and  Saekets  Harbor  Railwajr* 

The  following  is  an  extract  from  the  report  of 
the  Chief  Engineer,  A.  F.  Edwards,  Esq.,  and 
taken  from  the  second  Annual  Report  of  the  com- 
pany. It  shows  the  progress  already  made  upon 
the  work. 

The  road  from  its  Eastern  terminiis  to  the  Black 
River  Canal,  and  the  railroads  with  which  it  is  10 
be  constructed  at  Carthage,  is  under  contract  to 
be  completed  Nov.  10th,  1856.  Since  the  com- 
mencement of  the  work  the  contractors  have 
gradually  extended  their  forces  and  the  field  of 
their  operations,  until  the  former  is  equal  to  3,- 
000  men  and  horses,  and  the  latter  embraces  the 
line  through  Saratoga,  Warren,  Essex,  and  Lewis 
Counties. 

The  whole  expenditure  for  graduation,  mason- 
ry, bridging,  land  damages,  fencing,  engineeri6g, 
ifcc,  toward  the  cohstructiun  of  the  road  to  No- 
vember 1,  is 8460,766  06 

Besides  there  has  been  paid  on  ac- 
count of  iron 313,862  06 

Total  expenditure  for  construction... 87 74,618  12 
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The  quantity  of  work  done  on  Nov.  1  was,  in — 

Graduation,  cubic  yards 1,926,271 

Masonry,  cubic  yards 5,478 

Grubbing,  square  rods 4,076 

Clearing,  square  rods *  10,407 

Bridge  timber  and  plank  for  foundation 

of  masonry  and  highway  in  wilderness, 
^  M.  ftiB.  M 312,760 

About  one-eighth  of  the  graduation  and  mason- 
ry is  already  done,  and  the  whole  road,  at  the 
rate  the  contractors  have  gone  on  for  the  last  two 
months,  will  be  finished,  and  the  cars  can  be  run- 
ning through  the  entire  length,  by  December, 
1866.  That  portion  of  the  road  from  the  eastern 
terminus  to  the  Adirondack  Junction,  will  be  fin- 
ished by  December,  1855. 

ISav«nuali,  Ga« 

StaU/nenl  of  Ihe  Resources  of  ike  City  of  Savatkiiah 

,  oih  Zlst  Oct.,  1854. 
Stocks  at  par  value  : 

Central  Railroad  and  Banking  Co.. $285,000  00 

South-Western  Railroad  Co 250,000  00 

'   Augusta  and  Waynesboro'  Railroad 

Co 251,700  00 

Ogechee  Plank  Road 6,000  00 

Bank  of  the  State  of  Georgia 1 ,300  00 

Savannah  and  Albany  R.  R.  Co...  .   100,000  00 
Bonds   of  John  J.  Kelley   for   the 
purchase  of  lot  letter  E.  Heath- 
■■    coate  ward,  payable  1,  2,  3,  4  and 
:  5  years 6,500  00 


City  Domain 


S899,600  00 
.   737,627  09 


Stock  ani  domain $1,637,127  09 

Statement  of  the  Funded  Debt  of  the  City  af  Savan- 
nah, including  all  Bonds  issued  and  outstanding 
Slsl  Oct.,  1854 : 
Internal  improvement. bonds  for  '39  .$221,000  00 
Bonds    for    South-Western   Railroad       • 

stock 160,000  00 

Do.  Muscogee  Branch  R.  R.  stock. . . .    100,000  00 

Do.  Springfield  plantation 27,840  00 

Do.  Purchase  of  site  for  water  works.     22,000  00 

Do.  Ogechee  Plank  Road  stock 6,000  00 

Do.  Savannah  Gas  Co 6,000  00 

Do.  Savannah  Water  Works 185,000  00 

Do.  Augusta  and  Waynesboro'  R.  R. 

stock 200,000  00 

Do.  Improvement  of  Savannah  River.     19,500  00 

Do.  Savannah  and  Albany  R.  R 86,600  00 

City  scrip  outstanding  and  probably 

destroyed 1,327  00 

Corporation  Notes  do 1,968  50 


Total $1,024,136  60 

Northern  Cross  R«llro««l. 

W.  H.  Sidell,  Esq.,  Chief  Engineer  of  the  Nor- 
thern Cross  Railroad  has  furnished  the  following 
table  of  heights  of  various  points  on  the  line  of 
that  road  between  Quincy  and  Galesburgh,  refer- 
red to  the  lowest  water  of  the  Mi£sissip|>i  at  the 
foot  of  Broadway,  at  Quincy ; 

feet. 

Lowest  water 0 

Ordinary  water 6 

Highest  water 21 

Top  of  grade  ascending  from  river  to  praire 

—(distance  6 1^  miles) 267-7 

At  Coates',  highest  ground  between  Quincy 
and  Camp  Point,  (distance  16 Vj  miles,) ..  302-7 

At  Camp  Point,  (distance  22  miles,) 280-4 

At  Augusta,  "        36>^  "       214-4 

Od  bridge  crossing  Crooked  Creek,  (distance 

44miles) 68-8 

Surface  of  water  of  Crooked  Creek 36 

Bottom  ofCrooked  Creek '^^"^ 

At  Macomb,  (distance  60  miles) 247 .  ^ ' 

At  Woodstock,  or  Avon  (distance  80  miles). 180. 8 
Grade  on  bridge  crossing  Cedar  Creek  (dis- 
tance 82  miles) 116 

Bottom  of  Cedar  Creek 87.6 

At  Abingdon,  (distance  90  miles) 286.6 

At  Galesburgh,  (distance  100  miles) 322 


BniKryemeikt  and  Completion  ot  tlie  C»n«ls. 
Probable    Cost. 

Lcttings  under  the  new  law  for  the  enlargement 
and  completion  of  the  canals,  have  now  been 
made  to  the  extent  of  more  than  one-half  the  en- 
tire work.  Of  course ,  it  is  an  easy  matter  to  ap- 
proximate very  nearly  the  actual  cost  of  this  stu- 
pendous enterprise.  Thus  far  the  work  has  been 
let  at  prices  far  below  the  estimates  of  the  engi- 
neers. Jobs  estimated,  in  the  aggregate,  at  near- 
ly six  millions,  have  been  taken  at  about  four 
millions  and  a  half — averaging  about  21  per  cent, 
less  than  the  estimated  cost.  We  are  indebted  to 
an  official  source  for  an  abstract  of  these  gratify- 
ing results,  which  we  lay  before  our  readers : 

EASTERN   DIVISION. 

''           ~   '      Bids.  Istimates.  DiflFerence. 

Erie $728,997  25  $965,128  24  $236,1 30  99 

Champl'n     67,234  10  86,462  19  13,158  09 

Black  Riv.131,910  60  144,030  00  12,119  40 


ToUl. . . .  $928,201  95  $L189,610  43  $261,408  48 
Average  per  centage  below  the  estimates,    21,974. 

MIDDLK    DIVISION. 

Erie $762,383  96     $917,429  69  $155,046  00 

Oswego  .  440,197  25       608,608  26  68,411  00 
Cayuga  & 

Seneca   236,311  46       290,305  07  64,993  62 


Total . .  $1 ,437.892  39  $1 ,7 16,343  01     $278,450  62 
Average  per  centage  below  the  estimates,  16,228. 

WESTERN    DIVISION. 

Erie . . .  $2,068,572  50  $2,749,227  02     $680,654  62 
Valley     104,076  00       123,360  00         19,275  00 


Total. . $2,172,647  50  $2,872,677  02  $699,929  52 
Average  per  centage  below  the  estimates,  24,366. 
Total   3 

Divisions.4,588,741  84  5,778,530  46  1,238,788  62 
Average  per  centage  below  the  estimates,  21,465. 

Total  of  Erie 

Canal.. 5,559,953  44  4,681,784  95  1,071,831  61 
Average  per  centage  below  the  estimates,  23,141. 

It  is  all  but  certain,  in  view  of  these  lettings, 
thus  largely  below  the  estimates,  that  ten  millions 
and  a  half — the  amount  contemplated  by  t'le 
amended  constitution  and  the  l^w — will  be  amply 
sufficient,  not  only  to  cover  the  cost  of  completion 
aid  enlargement,  but  the  expenses  of  engineering 
and  land  damages,  which  were  not  included  in 
the  estimates.  It  is  not  at  all  probable  that  the 
work  to  be  let  will  not  be  taken  on  terms  equally 
advantageous  to  the  State. — Albany  Aigus. 


Rallroails  In  Alabama. 

Notwithstanding  the  tightness  of  the  money 
market,  the  high  prices  of  provisions,  the  railroads 
that  have  been  projected  in  Alabama  are  progress- 
ing well.  The  Mobile  and  Girard  Railroad  is  now 
completed,  and  the  cars  are  running  to  Silver  Run, 
a  distance  of  seventeen  miles  from  Columbus. — 
The  Opelika  road,  it  is  said,  will  be  finally  com- 
pleted by  the  1st  of  January  or  before.  The  grad- 
ing is  about  finished,  the  superstructure  nearly 
completed,  and  the  gentleman  who  contracted  to 
lay  down  the  iron  is  rapidly  proceeding  with  that 
part  of  the  work.  The  council  of  Columbtis  have 
passed  resolutions  sanctioning  the  proposition  to 
subscribe  $60,000  for  the  purpose  of  aiding  to 
build  a  bridge  for  this  road  across  the  Cfaatahoo- 
chee  river  above  Girard,  and  further  to  subscribe 
$150,000  to  aid  in  tho  completion  of  the  Mobile 
and  Girard  road  from  Golbert  to  Union  Springs. 

The  Mobile  and  Ohio  road  is  getting  ou  well. — 
The  Alabama  and  Mississippi  road  is  progressing 
finely,  and  already  we  have  seen  several  evidences 
of  its  utility  an*  great  importance.  The  Alabama 
and  Tennessee  road  is  moving  along,  and  we 
earnestly  hope  that  it  will  soon  cross  the  Coosa 
River. 

When  looked  at  properly,  we  are  satisfied  every 
friend  of  the  State's  prosperity  will  feel  gratified 
at  the  favorable  prospects. — Stale  Sentinel. 


Itow  Price  of  State   Stoek. 

The  extreme  low  prices  of  many  of  our  State 
stocks  excites  much  surprise,  and  can  only  be  ac- 
counted for  by  the  greater  depression  of  railroad 
securities.  When  people  can  buy  what  they  believe 
to  be  an  unquestioned  seven  per  cent,  railroad 
bond,  for  76  or  80,  they  will  not  give  par  for  a 
State  six  per  cent.  Missouri  sixes  have  been  at 
77—  securities  which  only  a  few  months  since  com- 
manded a  premium.  The  State  contains  nearly  a 
million  of  people,  has  only  a  trifling  debt  created 
on  account  of  railroads,  for  every  penny  of  which 
she  holds  ample  security  having  a  first  mo  rtgage 
on  all  the  railroads  assisted.  Virginia  sixes  are 
at  90,  thoueh  they  have  been  selling  as  high  as 
115.  This  State  has  an  excellent  financial  system 
by  the  operation  of  which  a  sinking  fund  is  creat- 
ed, capable  of  paying  oflTevery  debt  within  84  years 

after  its  contraction.  By  the  terms  of  her  consti- 
tution, DO  debt  can  be  contracted  unless  at  the 
time  provision  be  made  to  liquidate  within  the 
period  specified,  either  by  direct  taxation,  or  oth- 
erwise. The  affairs  of  the  State  have  been  well 
conducted,  and  its  credit  without  a  stain.  Similar 
remarks  may  be  made  of  North  Carolina,  a  State 
which,  with  a  population  of  nearly  a  million,  has 
a  debt  of  only  about*  $2,800,000 ;  yet  her  bonds 
are  selling  at  about  90.  First  class  city  securities 
are  equally  depressed.  The  cause,  as  already 
stated,  is  not  that  all  the  securities  named  are  not 
perfectly  safe.  This  fact  is  not  questioned ;  but 
there  are  plenty  of  what  are  believed  to  be  equal- 
ly good,  selling  at  a  still  lower  price. 

The  above  fact  we  think  shows  the  confidence 
which  prevails  in  railroads.  Were  confidence  gen- 
erally shaken  in  them,  purchasers  would  turn  their 
attention  to  those  whose  safety  no  one  presumes 
to  doubt :  and  the  money  that  is  constantly  seek- 
ing investment  would  immediately  carry  them  to 
a  high  tfgure.  In  seasons  of  panic,  what  is  sound 
is  all  the  more  sought  afler  in  the  distrust  which 
prevails,  and  such  would  be  the  fact  now,  had 
confidence  been  thoroughly  shaken,  which  we  con- 
tend has  not  been  the  case. 


Ho'cr  Railroads    Help  to    Spend   Money    as 
M'ell  as  to  Earn  It. 

Suppose  the  railroads  of  the  United  States  to 
earn  $100,000,000  per  year  and  that  one-half  of 
this  amount  is  received  from  passengers.  There 
are  $60,000,000  paid  out  annually,  which,  in  what- 
ever light  it  is  viewed,  is  so  much  of  a  tax  upon 
the  industry  of  the  country.  A  portion  of  this 
travel  is  required  in  the  operations  of  business, 
and  so  far  the  amount  paid  on  its  account  is  as 
properly  expended  as  for  any  kind  of  labor  or  ser- 
vice. All  beyond  is  so  much  paid  for  luxuries, 
and  as  far  as  reproduction  is  concerned,  lost.  We 
have  never  seen  any  estimates  of  the  ratio  of  bu- 
siness, to  pleasure  travel ;  but  there  is  no  doubt 
that  the  latter  pays  more  than  four-fifths  of  the 
whole  receipts,  or  $35,600,000  annually. 

The  loss  of  a  sum  equal  to  the  above  amount, 
is  no  small  item  in  the  domestic  economy  of  our 
country.  It  is  nearly  two  dollars  to  every  white 
inhabitant.  Now  although  railroads  add  vastly 
to  the  pro<luctive  capacity  of  a  people,  they  ab- 
sorb for  a  long  time  more  than  they  yield.  If  the 
draughts  they  make  exceed  for  some  years  their 
returns,  then  it  is  easy  to  see  that  the  further  sub- 
straction  of  all  the  way  from  $36  to  40,000,000  for 
luxuries  is  one  of  the  elements  to  be  considered 
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in  endeavoring  to  account  for  the  scarcity  of  ca- 
pital. 

That  railroads  in  the  end  produce  vastly  more 
than  they  consume  there  can  be  no  doubt ;  but 
we  can  readily  believe  that  under  certain  condi- 
tions, one  of  which  we  have  named,  they  should 
prove  a  tax  upon  a  community.  Railroad  travel- 
ling is  a  favorite  mode  of  spending  money.  The 
degree  to  which  families  and  circle*  of  relatives 
are  broken  up  in  this  country,  renders  our  people 
the  greatest  itinerants  in  the  world.  A  few  years 
ago,  when  a  family  left  the  East  for  the  West,  it 
was  like  bidding  adieu  for  ever  to  the  friends  they 
left  behind.  To  return  a  thousand  miles,  over 
wretched  roads,  involving  a  journey  of  nearly  two 
months,  going  and  returning,  and  at  an  expendi- 
ture of  perhaps  hundreds  of  dollars!  was  hardly 
to  be  thought  of,  except  by  the  rich.  The  rail- 
roads form  a  tuw  era  in  the  relations  of  our  peo- 
ple. A  person  living  at  Chicago,  1000  miles  from 
New  York,  may  leave  that  place  in  the  morning 
and  reach  this  city  the  next  day  evening  at  a  cost 
of  about  S20 ;  or  $50  for  the  round  trip.  The 
railroad,  consequently,  has  set  the  whole  world  in 
motion.  There  is  hardly  a  family  in  the  coun- 
try, no  matter  how  widely  separated,  who  have 
not  frequent  re-u}ii»ns,  which,  but  for  the  rail- 
road, would  have  been  impossible. 

To  travel  is  a  very  proper  and  agreeable  way 
of  spending  money.  But  money  spent  in  this 
manner  is  just  as  much  wasted,  as  far  aa  repro- 
duction is  concerned,  as  if  spent  upon  fine  equi- 
pages. It  is  no  answer  to  say  that  it  is  all  in 
other  hands.  To  get  it,  they  hav«  expended  an 
equal  amount  of  money,  or  labor,  which  directed 
to  other  pursuits,  might  have  been  productive  of 
values.  That  our  people  spend  so  much  in  travel- 
ling as  to  render  them  a  lUtle  "short"  which  is 
felt,  though  perhaps  slightly,  by  the  whole  com- 
munity, there  is  no  doubt.  -^    ■;  •  • 


state  of  Affairs  In  tbo  'West* 

In  estimating  the  financial  condition  of  the  West 
and  the  probable  duration  of  the  stringency  that 
prevails,  we  must  take  into  consideration  the 
annual  drain  for  interest  on  the  loans  to  its  rail- 
roads. There  are  in  the  States  of  Ohio,  Indiana 
and  Illinois,  about  6,000  miles  of  Railroad.  Esti- 
mating the  cost  of  these  roads  at  only  $25,000 
per  mile,  the  aggregate  would  be  $150,000,000.— 
We  suppose  that  at  least  $125,000,000  are  held 
in  the  Eastern  States  and  in  Europe.  To  be 
added  to  this,  there  are  nearly  $50,000,009  in 
State  Stocks.  Estimating  the  whole  amount  held 
East  at  $160,000,000,  the  interest  on  this  would 
be  $11,200,000,  a  sum  nearly  equal  to  $1,000,000 
per  month  to  be  sent  to  New  York  from  three 
States  for  interest  alone. 

Now  we  admit  this  to  be  a  small  sum  compared 
with  the  resources  of  these  great  States  \  but  with 
a  deficiency  in  their  crops,  and  a  general  embar- 
rassment occasioned  by  over-trading  and  over-in- 
vestment, in  such  a  yet^r  as  the  present,  it  is  a  very 
large  sum,  and  will  keep  exchange  strongly  in  fa- 
vor of  New  York  for  some  time.  We  do  not  ex- 
pect to  see  money  easy  in  the  West,  till  after  an- 
other crop ;  that  in  tlie  present  year  being  a  de- 
cided failure,  compared  with  past  abundance. 

Next  to  Railroads,  the  Banking  interest  in  the 
West  is  the  flrst  to  feel  the  effects  of  the  drain  of 
which  we  have  Bpoken.    This  must  be  paid  in 


specie  or  its  equivalent.  So  long  as  the  balance 
is  aught  in  favor  of  New  York,  it  will  be  impossi- 
ble for  Western  banks  to  keep  out  their  circula- 
tion. Their  bills  will  be  constantly  returned  to 
them  to  obtain  specie  for  remittances,  so  that  no 
factitious  addition  can  be  made  to  the  capital  of  the 
country,  which  in  easy  times  supplies  the  lack  of 
the  constitpeot.  -'■  •         J 

We  do  not  thes  expect  to  see  the  financial 
troubles  of  the  West  dissipated  in  a  day;  nor 
until,  as  wo  before  remarked,  after  another  har- 
vest. There  will  be  a  partial  improvement ;  be- 
cause the  great  interest  of  the  interior,  the  agri- 
cultural, is  sound.  In  time,  the  equilibrium  will 
not  only  be  restored,  but  the  balance  may  very 
ikely  incline  in  the  opposite  direction. 


*~  Railroad  Conches.     ' 

It  has  become  a  necessity  to  unite  as  far  as 
possible  the  time  of  sleep  and  travel ;  and  to  pro- 
vide suitable  sleeping  accommodations  in  railroad 
cars  has  long  been  considered  an  important  desid- 
eratum. Last  week  we  had  the  pleasure  of  a 
comfortable  nap  in  a  luxurious  easy  chair  on  the 
Philadelphia,  Wilmington  and  Baltimore  Railroad. 
The  pliancy  with  which  this  ingenious  travelling 
bed  adapts  itself  to  the  wishes  and  motions  of  the 
occupant  is  admirable.  The  back  can  be  inclined 
to  almost  any  angle  of  recumbency  and  is  furnish- 
ed at  the  top  with  a  pillow  that  slides  up  and 
down  to  suit  the  longitude  of  the  slumberer's 
body.  The  seat  is  as  elastic  as  an  air  cushion  and 
the  supports  for  the  legs  and  feet  are  provided 
with  joints  and  springs  to  afford  ease  and  relaxa- 
tion to  those  members.  The  Philadelphia  and 
Baltimore  Company  are  entitled  to  the  thanks  of 
the  travelling  community  for  their  enterprise  in 
adopting  this  ingenious  and  very  perfect  chair  in 
their  night  cars  ;  and  from  actual  experience  of 
their  couches  we  feel  warranted  in  regarding  them 
aa  the  perfection  oF  railroad  sleeping  arrange- 
ments. 


SlnUnfp    Fnnda— Alason     Connty    Rallrond 
Bond** 

The  county  of  Mason,  in  the  State  of  Kentucky, 
having  issued  to  the  Maysville  and  Lexington 
Railroad  Company  $200,000  of  their  six  per  cent, 
bonds,  redeemable  in  thirty  years,  has  recently, 
by  virtue  of  a  special  law  of  the  Slate,  made  a 
levy  oifive  cents  on  the  hundred  dollars,  to  be  ap- 
plied exclusively  as  a  sinking  fund  for  the  liqui- 
dation of  these  bonds,  a  levy  having  been  original- 
ly authorised  and  made,  and  collected,  for  th§  in- 
terest thereof.  This  tax  for  the  sinking  fund  will 
yield  from  six  to  eight  thousand  dollars  per  annum, 
and  be  ample  to  cancel  the  entire  debt.  In  the 
West  much  attention  has  of  late  been  given  to  the 
creation  of  similar  sinking  funds,  to  meet  at  matu- 
rity the  debts  of  cities,  counties  and  railroads. 

We  are  glad  to  see  the  above  article  in  the 
American  Railroad  Journal  of  New  York,  the 
most  prominent  periodical  of  its  c'ass  in  the  conn- 
try. 

We  observe  two  errors  in  the  above,  which  we 
take  occasion  to  correct.  The  amount  of  our 
county  liability  for  the  Maysville  and  Lexington 
Railroad  Company  is  $150,000  instead  of  $200,000 
as  stated  above.  The  product  of  our  sinking-fund 
tax  is  incorrectly  staled ;  it  will  be  something  less 
than  $5,000  per  annum  to  be  devoted  to  retiring 
the  bonds,  besides  the  $9,000  for  the  semi-annual 
interest.  At  this  rate,  the  whole  debt  will  be  pnid 
off  a  number  of  years  before  it  is  due — and  that 
with  the  very  small  annual  tax  of  five  cents  to  the 
$100,  or  one-twentieth  of  one  per  ceot.  per  aouum. 
—MaysviiU  Eagle 


Grand  Trunk  Railroad. 

The  Quebec  Branch  of  the  Grand  Trunk  Bail- 
road  was  opened  for  travel,  throughout,  on  the 
27th  ult.  The  length  of  this  branch  is  100  miles, 
and  the  whole  distance  between  Quebec  and  Mont- 
real by  railroad  about  160.  Qncbuc,  hitherto,  bail 
been  almost  completely  isolated  from  "the  rest 
of  mankind"  daring  the  winter  seasoi^  a  period 
of  nearly  six  months.  To  her,  the  road  must 
prove  of  very  great  value,  and  must,  we  think, 
add  largely  to  the  profits  of  the  other  features  of 
the  Qrand  Trunk  Line. 


northern  Indiana  Air  I<lnc. 

Thirty-seven  miles  of  the  air  line  road  from 
Toledo  toGoehen,  Indiana,  is  competed  and  a  dai- 
ly passenger  train  are  running  upon  it.  The  dis- 
tance to  the  Indiana  State  Line  is  62  miUiS. 


■:i 


CIVIL.  JSMGlAlElilUIAiG. 

COBRSE  OF  INSTRUCTION 

in  UNION  COLLEGE,  Schenectady, 

under  the  direction  of  Pryf.  W.  M.  Gillespik. 

THIS  department  will  re-open  on  January  5th, 
1855.  It  comprises  thorough  iustruction  and 
practice  in  all  the  branches  necessary  to  fit  stu- 
dents for  prosecutiag  advantageously  this  import- 
ant Profession.  Among  its  sutjecu  ate  Dialling 
(Mechanical,  Isometrical,  &c.)  \  Surveying  (Land, 
Maritime,  MmiugJ  with  Compaks,  Iraubii,  lUeodo- 
iite  aud  Sextant;  Location  of  Railroad  Curves ; 
Levelling ;  Ruadinaking ;  Mensuration  a^d  Calcu- 
lation of  Earthwork,  Masonry,  &,c.;  the  Sueugth 
of  Materials  aud  Stability  of  Sti-uctures ;  Prmci- 
ples  of  Construction  ot  Masonry  aud  Caipcntry  ; 
Bridges  ;  Canals  ;  Waterworks ;  Practical  Astro- 
nomy, &.C. — The  above  subjects  are  pursued  Id 
connection  with  such  of  the  regular  college  studieit 
of  Mathematics,  Natural  Philosophy,  Modem 
Languages,  ^c,  as  are  desirable.  lUe  Fee*  tor 
both,  iuciudiug|i  oom-rent,  &c.,  are  the  same  as  to 
the  ordinary  college  course,  $1'J  per  term,  and  $7 
entrance  fee.  Students  may  pursue  any  of  the 
above  braucbes  tor  which  their  previous  acquire- 
ments fit  them.  A  thorouga  and  ready  knowledge 
of  Arithmetic,  G<.'ometry  ^.Plaue  aud  Solid)  aud 
Algebra  (.through  equatious  ot  second  degree)  is 
necessary  for  tuot-e  com  mending  the  courso.  If 
furtUer  information  is  desired,  address  the  Register 
of  the  College.  4b  2t. 

J\ew  York  aud  Krie  K.  it. 

Oa   and   after  Monday,  \ov.  20lh,  and   until   turt!t«r  Dotic* 
I'ASdJBNaKU  TKAl.NS 
will  lau\-«  IVr  loot  of  Duaiit-  ^Irec^  j 
as  loUoww,  VIZ  :  — 

BcFFALO  ExPBESs,  at  7  a.in.  lor  Buflalo. 

Dunkirk  KxPKEii:^,  at  7  B.ni.  fur  Duukirk. 

Mail,  at  61i  a.m.  for  Dunkirk  and  butialo,  and  intermediate 
■ittttioiis  — Paeseoi^rs  by  tlun  tram  will  runMiu  ovur  ui^t  at 
aay  8tatioa  between  Buighdmlon  and  Coming,  and  procved  the 
iMXt  fuoraiitg. 

HocKLAM>  rA888N-OKR,at2>s  p.m  ,  (frcim  foot  orCbainl>erk 
Btrect)  vm'Pif.mioDt,  lor  Sutfems  aud  iiit<>niiediat«  titatioua. 

Way  rASdENGKK,  at  4  yja.,  tot  Otisvdlu,  aod  intermediate 
■tatioiia. 

Night  Express,  at  5  p.m.  for  Dnnkulc  and  Buftalo. 

Emigkant,  at6  p  m.,  lor  Dunkirk  aud  Uuttaio  aud  lutermedi-  | 
ate  8tatiuu£.  | 

On  .Sundays  only  one  Exprese  Train— at  5  p.m.  { 

These  Kxpreso  Trains  connect  at  Klniira,  wiUi  tbe  Ettnjra  *  | 
Xui^ara  falls  Kaiiruad,  for  Niagara  Falis,  at  Uuflaio  aud  Dun- 
kirk  Willi  ttie  L^tke  Sliore   Haiiruad   lor  CI«veiauU,  Cuxiuoau, 

Toledo,  Detroit,  Ctiicajfa,  etc.  i 

47  tf.  D.  0,  McCALLUM,  General  Sup'C     I 


DINSMORE's 

RAILWAY   GUIDK9  i 

EDITED  principally  by  tlie  Railroad  Sup*  .iilendents  tfaem 
Mlves  ;  making  ii  the  bkni  ruliable  and  perfect  work  of 
ilie  kind  puLili8bed,  aud  tlie  only  utit.-  cuulaining  iht  time  tablM 
of  all  the  railrouda  lu  tfae  United  Utates  and  Canadiu. 
Its  ejrtentire  tait  makes  it  one  01  the  b«^l  ai>^  BiiTiaiso 

MEPICMS    BXTABT. 

8old  principally  'at  tbe  Cars  to  trax-ellets  when  they  hare  lei- 
sure to  read,  and  ia  taken  by  tbem  not  oaly  aa  a  Kaiiruad  Otiidc, 
but  «*  a  Urectory  to  tfae  best  MercatUiU  and  Mtchamcal 


\/-  w 


DINSMOBE  &  CO.,  PuMMmis, 
Ko.98l«iiMst,K.'r. 


■N   .•■!  .^'■- 
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Notice  to  Contractors. 

(  OFFICE  OF  THF.  ALA.  &  FLA.  R.  R.  CO.  OF  ALABAMA. 

\  Montgomery,  Ala.,  Nov.  Sd,  1854. 

SEALED  proposals  for  the  Qraduation,  Ma.soQ- 
ry  and  Bridging  of  sixty  (67)  seven  miles  of 
the  Ala.  &  Fla.  Railroad  of  Alabama,  extending 
from  Montgomery  to  the  junction  of  the  Sepalgat 
and  Persimun  Creeks  in  Conecuh  County  will  be 
received  at  Ihe  office  of  the  Company  until  the 
first  Monday  in  December  next. 

Plana,  specifications  and  profiles  will  be  ready 
for  inspection  on  and  after  the  15tb  inst. 

The  work  on  the  first  25  miles  is  light,  and  the 
time  allowed  for  the  completion  of  contracts  on 
this  portion  of  the  line  will  be  12  months. 

On  the  remainder  of  the  line  two  years  will  be 
given. 

The  payments  ^fibred  are  ^3  in  cash  and  }  3  la 
the  capital  stock  of  the  Company. 

The  provision  crop  along  the  line  has  been  ab- 
undant, the  country  is  perfectly  healthy  and  work 
of  such  inviting  character  both  in  profile  and  ma- 
terial is  rarely  ofiered. 
46  3t. SAMUEL  G.  JONES,  Chief  Eng'r. 


Iron    Rolling:    Mill    Property 
for  Sale. 

The  particular  attention  of  capitalists  desiring 
-  to  enter  AT  ONCE  (WITHOUT  THE  DE- 
LAY of  putting  up  new  works,)  iuto.the  manufac- 
turing of  Iron,  is  called  to  the  following : 

The  mill  is  situated  UPON  TIDE  WATER  (and 
ACCESSIBLE  at  ALL  SEASONS  of  the  year  for 
shipments)  between  New  York  and  Philadelphia 
— Coal  can  be  had  at  the  very  lowest  rates — and 
in  point  of  convenience  and  situation  is  perhaps 
SECOND  to  NONE  IN  THE  COUNTRY.  In  AD- 
DITION to  its  PRESENT  adaptation  to  the  manu- 
facture of  MERCHANT  AND  BOILER  IRON,  it 
has  machinery  in  operation  for  making  WROUGHT 
IRON  RAILROAD  CHAINS  AND  SPIKES,  and 
could  readily  be  prepared  for  MAKING  RAILS 
together  WITH  ALL  THE  advantages  of  a  first- 
class  establishment.  It  is  well  known  that  in  the 
present  prosperous  condition  of  the  business  THE 
PROPERTY  WILL  PAY  ITSELF  IN  ONE  YEAR 
and  the  1-eason  of  the  property  being  disposed  of, 
is  that  the  owner  is  engaged  in  a  heavy  business 
in  the  Sute  of  New  York.  A  VERY  LIBERAL 
SPECIAL  charter  may  BE  BOUGHT,  under  which 
the  Mill  can  be  worked,  if  wanted.  It  is  needless 
to  say  more,  as  parties  interested  can  obtain  all 
information  by  applying  to 

J.  WOOD  &  SON, 
76  South  4th  street,  Philadelphia. 

P.  8. — A  portion  of  the  purchase  money  may 
remain  on  the  property,  or  otherwise.       44.  4t. 

THOSrM.  CASUi 

PHILADELPHIA  RAILWAY  AGENCY, 

FOR  THE  PURCHASE  OF  ALL  ARTICLES 
required  by 

RAIL.ROAl>  COMPANIES 

ON  COMMISSION. 
OflHee  No.  80  South  Fourth  Street,  near  Walnut, 

PHLLADELPHIA. 

REFERENCES. 
RiCHARP  NoRRis  &.80N,  Locomotive  Builder*,  Philadelphia. 
Wm.  D.Lewis,  Esq.,  Pres'tCatowlsgaRBCc,  „ 

Charlks  U.  Fishbr,  Esq.,  „ 

John  CAi.DW8LL,EBq., Pres'tS.CaroPaR.R.Co.,  Charleston. 
J.PiKOKNBY  Hkcorb,  Esq.,  Pre?<'t  N.East'nR.R.Cc.  „ 

SEYMOUR,  MOitTOJW  &  CO., 

GENERAL  RAILROAD  AQKNCT, 
Office,  Metropolitan  Bank  Building,  So.  HO  Broadtcay. 

HAVE  to  diopose  of  at  private  sale,  in  amoants  to  suit  per 
ROUS  deoiring  to  invest,  the  following  valuable  fciecurities  : 

LOUISVILLE  CITY  BONDS,  at  30  yearn. 

OHIO  AND  MISSISSIPPI  R.  R.  STOCK,  drawing  interest 

MAYSVILLE  AND  LEXINGTON  MORTGAGE  BONDS, 
at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  K.  STOCK. 

SCIOTO  AXD  HOCKING  VALLEY  R.  R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  K.  R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.  R.  BONDS. 

They  are  prepared  to  ne){otiat«  coutracts  for  the  aoostruction 
and  equipment  of  raiiroada  in  any  part  of  the  country,  including 
flimishing  corps  of  engineers  and  cootractors,  locomotive  eii- 
giue*  and  can,  railroad  bhdgaa,  McOallum's  Patent,  railroad 
troo,  chairs,  ptke«i  switcb  IroQi,  4cc.,  &c. 


iwotlce  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  R.  R. 

NEW  BRUNSWICK. 

Contract  for  Sleepers  or  Cross  Tics. 

WANTED  100,000  IlacmeUe  or  Cedar  Sleep- 
ers to  be  delivered  in  equal  proportions  at 
the  Port  of  St.  John  and  the  Bond  o»"  the  Petit- 
codiac  River  on  or  l)efore  lat  of  August  oext. 

The  Ties  to  bo  sound  and  straight,  nine  feet 
long,  ten  inches  by  six  inches,  with  a  hewn  surface 
top  and  bottom  of  not  less  than  eight  inches. 

Parties  desirous  of  tendering  for  the  above  or 
any  portion  of  them  are  requested  to  send  in  their 
prices  to  the  undersigned  at  his  ofliee,  St.  John, 
on  or  before  the  25th  December,  1864. 

W.  E.  ROSE. 
St.  John,  Nov.,  1854.  47  4t. 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  railroad  purpose,  which  will  ba  sold  at  a  rea- 
sonable ptica    For  furttier  iiifbrmation,  apply  to 
,  SAMUEL  J.  MAYES, 

■ .   ■    •  M.  of  M.,  Baltimore  and  Ohio  R.  B.  Co., 

or,  BRIDGES   *  BRO., 
19  tr  64  Courtland  st,  New  York. 

Philadolpbiit,  Wilmington  &, 
Baltimore  Railroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST. 

Traiii.'~  "ill  liave  thi'  Southern  and  Western  Sl.itioiL  comer  of 
Broad  and  Prime  streets,  Philadelpliia,  at  8  30  am.  12  46,  3  and 
U  pni. 

FAR!   BT   TBROUOQ   TICKETS  TO   THI  SODTH. 

From  New  York  to  Wilmington $15  60 

do        do  Norfolk 8  60 

From  Philadelphia  to  WilniiiigtOQ 14  00 

do        do  Norfolk 6  60 

do        do  Petersburg 9  00 

do        do  RicJunond 8  00 

VARB   BT   THROCOH  TIOKBTS  TO   TBI  WIST. 

From  New  York  to  Cincinnati $13  60 

do        do  Louisville................. 14  60 

From  Philadelphia  to  Cincinnati 11  00 

do        do  Louisville . .  12  00 

From  New  York  to  Indianapolis 10  00 

An  extra  charge  will  b«  made  for  meals  and  state  rooms  an 
board  the  boats.  B.  L.  SP AFFORD, 

27 tf General  Sup't. 

Fa§rgotted  Car  and  Engine 
Axles 

FORGED  BY  RANSTEAD,  DEARBORN  ft.  CO.,  BOSTON, 
Mass. 
These  Axles  are  drawn  IVoni  tlie  faggot  entirely  by  the  ham- 
mer, and  are  ail  tcuit  utUcd. 

Boiler  and  Tank  KiTets, 
Nnts  and  Washers;' 

All  Sizes  of 

Bolts  and   Bolt  Ends 

i     •-  i  ■  fbr  Sale  by 

'  BRIDGES  &  BR09HER, 

64  Courtland  sL,  N  Y 

Welded  Wrougbt  iron  Tubes. 

THE  subscribers  having  lately  a<ldcd  to  their  Cumberland 
Nail  and  Iron  Works  an  ostabliiiluiient  for  making  Wrought 
Iron  Tubes,  are  now  prepared  to  supply  the  trade  with  tubes 
two  to  twelve  feet  in  kaigth,  ftimished  with  screArs  and  ferrule* 
OD  their  ends,  of  the  folk>wing  sizes — inside  diameter, 

>i,     X,     %:     ^,     X,     1,    1¥,    IX  and  2  inches, 
Warranted  and  fully  proved,  equal  to  the  beet  Pipes  manu- 
factured. 

All  orders  addressed  to  us  will  receive  prompt  attention,  and 
liberal  discounu  ft-om  the  list  of  prices  will  be  allowed  to  the 
trade. 

REEVES,  BUCK  &  Co., 
No.  45  North  Water  Street,  Philadelphia. 
Ju^  13, 1864.  28.em. 

Railroad  Iron. 

rIE  Undersigned,  having  made  arrangements  abroad,  are 
prepared  to  contract  for  the  delivery  of  Foreign  rails,  of 
approved  brands  ufion  the  most  favorable  terms. 

They  will  ^also  make  coutracts  for  American  rails,  made  at 
their  Trenton  Works,  from  Andovor  Iron,  in  whole  or  in  part, 
as  may  be  agreed  upon. 

They  are  prepared  to  ftimish  Telepraph,  Sprlng'and  Market 
Wire  ;  Braziers  and  Wire  Ro4s ;  Kivets  and  Merchants  Bars 
to  order,  all  made  exclusively  from  Andover  Iron.  The  atten- 
tion of  parties  who  re<iuire  Iron  of  the  very  beat  quality  foi 

special  purpoaea,  is  respectftiUy  invited.       

COOPER  &.  HEWBTT 
V«bruai7 16,  I8M1  IT.SurUng  Slip,  New  York. 


Notice  to  Contractors. 

mam 

Chief  Engineer's  Ofiice,         i 
Cvlujadus,  Ga.,  Sept.  5th,  1854.  ) 

SEALED  PROPOSALS,  will  be  received  by  the 
uudertrigned  at  this  otUce  until  the  Ist  day  of 
December,  for  the  olearing,  graduation,  Track- 
Laying,  together  with  the  building  of  all  Bridges 
and  Culverts  orthe  Western  Division  of  the  Mo- 
bile and  Girard  Railroad,  extending  from  Mobile 
to  Greenville,  covering  a  distance  of  130  miles. — 
The  work  will  generally  be  divided  into  one  mile 
sections,  and  bids  may  be  made  for  one  or  more 
of  these  sections.  Separate  proposals  are  desired 
for  the  Track  Laying,  building  of  Bridgess  and 
Culverts,  likewise  lor  the  building  of  the  Trestle 
work  6^  noiles  in  length,  across  the  Tensas  and 
Mobile  Rivers,  with  the  intervening  swamps;  the 
Trestle  will  be  12  feet  high,  built  upon  Black  Cy- 
press Piles,  found  in  abundance  and  adjacent  to 
the  line,  thtj  two  rivers  will  be  crossed  with  the 
common  pile  bridging,  with  Truss  Pivot  draw  in 
the  centre  of  each. 

Specifications  with  the  form  of  the  Contract  and 
Proposals,  may  be  had  of  the  undersigned  upon 
application. 

Plans,  Profiles,  and  estimates  of  that  portion  of 
the  line,  are  now  ready  for  examination,  and  par- 
ties proposing  will  please  designate  it  as  such 
upon  the  envelope. 

The  country  is  healthy,  with  no  swamps  after 
leaving  the  Tensas  River;  from  Mobile  to  the 
river  (18.6  miles)  the  grading  is  light,  and  country 
very  healthy  at  all  seasons  of  the  year  ;  after  the 
line  leaves  tls  Tensas  River,  it  passes  through 
and  on  the  ridge  that  divides  the  Alabama  and 
Conecuh  waters,  easy  of  access  by  the  Alabama 
River,  and  throOgh  a  section  of  country  well 
stocked  on  eitheir  side  with  provision. 

Payments  will  be  made  one  third  {}^)  in  cur- 
rent funds,  one  third  in  the  Capital  Stock  of  the 
Company  bearing  (.08)  per  cent,  interest  payable 
in  Stock,  until  the  Road  is  completed,  tlien  to 
cease  and  become  common  stock  ,  of  the  Road, 
and  relying  upon  the  earnings  of  the  same  for  di- 
vidends; the  balance  ()^)  to  be  paid  in  the  (.08) 
per  cent.  Convertible  Bonds  of  the  Company,  ma- 
turing in  2  or  more  years  at  the  option  of  the 
Contractors,  Coupons  payable  semi-annually,  eith- 
er in  Columbus,  Ga.,  Mobile,  Ala.,  or  in  N.  Y.,  at 
the  option  of  the  holder. 

To  bidders  personally  unknown  to  the  undei- 
signed.  Bond  and  approved  security  will  be  re- 
quired, to  an  amount  not  exceeding  (^)  the 
amount  of  the  contract,  for  the  timely  and  faith- 
ful completion  of  the  same. 

22)^  miles  of  the  Road  from  Girard  west  will 
be  open  for  business  the  first  of  November,  and 
52  miles  nine  months  thereatler.  It  is  the  inten- 
tion to  have  the  entire  line  of  245  miles  open  for 
business  early  in  1858. 

8t.37.  GEO.  8.  EUNEY. 

Railroad  Iron,  ^ 

F\r\r\  TONS  No.  1  Gli'iigamotk  Scotch  Pig  Iron  in  k>ta  tOT 
kJ\J\J  Buit  purchasers  for  sato  by 

NAYLOR  i  CO., 
90  and  101  John  st. 
N,  B.— The  above  Iron  canstantly  Imported-  32  t£ 

Ontario,  Slmcoe  &  Huron  R.R. 

CANADA. 
THIS  road  opened  in  May  last  to  Lake  SImcoe  is  expected  to 
*■  be  comi)letod  to  the  Georgian  bay,  Lake  Huron  a 
distance  of  60  miles  in  June  next  where  it  will  form  the  shortest 
uid  most  agreeable  route  to  the  North  Western  States  to  Lake 
Michigan  and  to'tlie  Mineral  Regions  of  Lake  Superior. 

At  preseot  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
miJee)  daily  at  8  a.m.  ainl  3.  30  p.m,,  returning  the  same  day — 
On  Uie  o(>ening  of  the  navigation  a  Steamer  will  ply  on  Lake 
SImcoe  in  connexion  with  the  Trains  and  will  convey  paaaengera 
through  that  Lake  and  Lake  Cnnchictiiiig  to  Or^lla  whence  a 
short  portage  of  eighteen  milus  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloolali)  which  run*  to  the  Sault 
St.  Miirie  and  intermediate  ports  fbntitjig  the  most  expoditioOB 
and  agreeable  route  to  the  Mineral  Kogions  of  Lakes  Huroo 
■Ed  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  ro«d  to 
the  Georgian  Bay  Ibr  a  line  of  first  ciaasS  teaman  to  ezteod  titeir 
tripB  to  the  portB  on  Lake  Michigan. 

^   «^.    ,  ALTSID  BBUNBL, 

'    ■     .  .     r  8up«rtat«idwt 
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For  Sale. 

A  STATIONARY  Engine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  iu  ase  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
jul.U  29  tf]  or  74  Broadway,  New  York. 

Tbe  Lowell  Machine  Shop 

CONTINUES   to    manufacture  to  order,  FREIGHT    and 
PA38EXCrKR    LOCOMOTIVES   of  different  dasses, 
with  the  most  modem  improvements, — 

also  MACHINISTS'  TOOLS, 
especially  adapted  to  Hailroai^l  Repair  Sbope,  and  to  the  cod- 
gtructiOD  of  machioery  generally.  Tbese  Tools  arc  of  the  most 
approved  cjuetructiun  and  consist  in  part  of  £ngine  Lather, 
Hand  Lathes,  Vertical  Drilling  Lathes,  and  Planers  of  various 
sizes  and  lengths.  Compound  Planers,  Shaping  Machines,  Slut- 
ting Machines,  Bolt  and  Nut  Machines,  Gear  Cutting  Engines, 
Chucks,  Compound  Slide  Beats,  Machines  for  t>oring  Crunk 
Pin  Holes  in  Locomotive  elriving  wheels.  Trip  hammers,  &c.,  &c. 
COTTON  MaCHINEKY  of  all  descriptions,  BOILERS, 
SHAFTING  and  MILL  WORK,  CASTINGS,  and  aU  work 
usually  done  in  Machine  Shops  and  Foundries.  -,     / 

WILLIAM  A.  BURKE,  Sup't,  Lowell,  Maaa.  • 
J.  T.  STEVENSON,  Treasurer,  5  Tremont  st  Boston. 

WANTED. — To.take  charge  of  the  sale  or  in- 
troduction of  certain  valuable  PATENTED 
MECHANICAL  INVENTIONS,  a  person  who  can 
furnish  satisfactory  evidence  of  character  and 
ability,  for  such  business. — Address,  stating  views 
as  to  remuneration,  &c.,  L.  P.  C,  Post  OflSce,  New 
York.  44  3t. 


NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— The  Committee  appointed  to  report  in  re- 
gard to  the  financial  aflfairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  ; 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  open4id  on  the  10th  of  January  next,  for 
the  purchase  of  $4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  1st.  February  and  Ist  August. 

And  that  for  the  purpose  ol  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  commencing  on  the  Ist  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever' 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bouds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  :\a  can  be  pur- 
chased at  the  lowest  rate. 

And  all  Bouds  on  being  purchased  by  said  Trus- 
tees shall  be  oanceled  by  writing  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  the  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  $20,000,000.  After  which 
the  said  monthly  payments  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  further  recommend 
that  the  Board  of  Directors  adopt  the  following  re- 
solutions : 

Whereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
traffic  on  tb«  road,  and  the  state  of  the  finances 


of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  duo  1st  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.)  J. 

CHARLES  MORAN.     ^ 
■    SHEPHERD  KNAPP.    j       Special 
WILLIAM  E.  DODGE.    }     Finance 
NELSON  ROBINSON,    I    Committee. 
GEORGE  F.  TALMaNJ 
New  York,  Oct.,  21, 1864. 
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Sealed  proposals  will  be  received  at  the  oflSce 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1865,  for  the  purchase  of  $4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  1st  day  o( 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly^  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  the  United  States  Trust  Company  o< 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
JOMPANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trusteess  shall  invest  the  said 
monthly  payvents  and  the  accruing  interest,  iu 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low- 
est rates.  And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be  cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  but  the  coupons  on  such  cancelled  bonds 
shall  bo  collected  by  said  trustees  as  they  become 
due,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  $20,- 
000,000.  After  which  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  clo.sed,  and  all  cancelled  bonds  and  the  unpaid 
interest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  successful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  j  20  per  cent,  on  the  20th  of 
January ;  30  per  cent.  Ist  February ;  20  per  cent 
15th  February,  and  tho  balance  on  the  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  will  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  oflering  the  present 
loan  to  the  public  beg  leave  to  state  that  it  will 
be  amply  sufficient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  and  the  en- 
tire present  floating  debt  of  the  Company,  as  well 


as  to  complete  all  the  unfinished  work  now  under 
way. 

By  a  resolution  of  the  Board  of  Directors,  al 
future  outlays  of  every  kind  beyond  the  procfeds 
of  the  present  loan,  will  be  charged  to  (■xi>ense 
account,  and  paid  from  the  income  of  the  Com- 
pany, after  payment  of  the  interest  on  tlie  funded 
debt,  and  the  monthly  payment  to  the  Sitiking 
Fund. 

After  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bonds,  the  position 
of  the  Company  will  be^ 

Stock »10,024,000 

Bonds  of  1867,  First  Mortgage 3,000,000 

Bonds  of  1869,  Second  Marigage 4,000,000 

Bouds  of  1883,  Third  Mortgage 6,000,000 

Bonds  of  1862,  Convertible 3,600,000 

Bonds  of  1871,  Convertible 4,361,000 

Bonds  of  1875,  present  loan 4,000,000 


Total $24,876,000 

In  the  opinion  of  the  Directors  it  is  perfectly 
safe  to  estimate  the  gross  eartiiugs  of  the  Road, 
for  the  coming  year,  at  $6,000,000,  from  which 
must  be  deducted :  ».-       * 

Expenses  66  per  cent $3,300,000  ''..-^'^  ' ,       , ' 

Seven  per  cent,  on  debt$24,- 

861,000 1.739,570 

Sinking  Fund 420,000 

$6,469,670 

Net  revenue  equa^  to  over  6  per  cent. 

on  stock  applicable  to  cash  dividends 

and  contingencies 640,480 

The  Directors  of  the  Company  are  confident  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  op<.-ration  to 
Dunkirk,  have  been  for  pas'gers  and  freight  alone— 
1851  to  1862$3,047,748  increase. 

1862  to  1863  4,188,424  $1,690,676,  say  36i  pcrct. 
1853  to  1864  8,122,666        934,242,  say  23|  perct. 

The  business  of  the  road  depending  mainly  on 
the  local  traffic,  must  inevitably  increase  iu  the 
same  ratio  as  the  population  of  the  Counties 
through  which  it  passes.  In  the  opinion  of  the 
Supenntendeut,  Mr.  McCollum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  iu  tbe  ^ 
receipts  be  estimated  at  only  16  per  cent,  per  an- 
num, which  is  not  much  over  one-half  of  the  av- 
erage increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  be  tested  in  1868.* 

As  to  the  running  expenses,  as  they  were  only 
63J  per  cent,  in  1863  and  1854,  there  is  every  pre- 
bability  that  with  rigid  economy  and  an  iucreai « 
in  the  traffic,  they  can  be  reduced  to  60  per  cent., 
but  they  have  been  estimated  at  55  per  cent.,c* 
as  to  leave  ample  margin  for  contingencies. 

The  effect  of  the  monthly  purchases  by  the 
Trustees,  of  the  Bonds  of  the  present  issue  on 
tUeir  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  the  original  purchasers  a  cer- 
uin  profit  within  a  moderate  time ;  for  whilst  the 
amount  outstanding  will  decrease  each  month,  tbe 
absorption  by  the  Sinking  Fund  will  constantly  in- 
crease by  the  accruing  interest  on  the  Bonds  in 
the  bands  of  the  Trustess.  In  8J  years  the  Sink- 
ing  Fund  will  absorb  $4,76(5,053,  estimating  all 
the  purchases  of  bouds  by  the  Sinking  Fund  to  be 
made  at  par.  That  ine  Company  w ill  be  in  a  con- 
dition to  make  promptly  the  monthly  pay  menu 
to  the  Sinking  Fund,  no  one  «t  all  acquainted 
with  the  income  of  the  Company  can  dout>t  for  a 
moment.  All  the  past  difficulties  of  the  Company  V, 
have  arisen  from  the  necessity  of  contracting  for 
expenditures,  before  securing  the  requisite  funds 
to»meet  them.  This  is  now  entirely  at  an  end, 
whilst  the  daily  increasing  revenue  of  the  Com- 
pany must  inevitably  increase  the  market  value  of 
its  Bonds,  as  well  as  of  its  Stock,  the  latter  of 
which  will  no  doubt  ere  long  take  rank  among  our 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "  Proposals  for 
New  York  and  Erie  Railroad  Loan,"  and  addres- 
sed to  DANLEL  DREW,  Trea.surer,  Erie-place. 
HOMER  RAMSDELL,  President. 

Nathaniel  Marsh,  Secretary. 

New  Yobx,  Oct.  23, 1864. 
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Patent   Wrongrht  Iron  Rail- 
road Cbalr. 

THI  uiijersigned  are  now  prepared  to  nunufbcture  their 
Patent  Wrought  Iron  Railroad  Chair,  at  the  rate  of  tifteen 
tou8  per  day.  Tney  are  made  exclusively  frocn  beat  TrenUm 
Iron,  which  received  Iho  prize  modal  for  strengtli  at  the  World's 
fair  at  London.  a 

The  patent  us  for  the  CHAIR  itself— which  ia  formed  by  rais- 
iuK  the  lip  out  of  the  plate  aulUcieutly  high  to  receive  the  rail. 
It  it  obvioua  that  while  the  strain  upon  tiie  hp  is  so  slight  as  to 
remove  all  danger  of  ltd  breaking,  it  becomes  less  Uie  more 
tightly  the  lip  is  made  to  ciaap  tlie  rail.  The  cheapness  and 
durauihty  of  the  chairs,  and  the  facility  with  wliich  Uie  track 
C«D  b«  adjusted,  commend  them  to  public  favor. 
tilZHA  AxND  pHxCES. 
A  Cbair  8  by  l)i  inches,  S-8  inch  thick,  cost  28X  cents. 

11  u  ti  y.jg  11  u       33  II 

f(  if  II        1,2  ^  '^     373^     ^' 

"  «'  "        6-8  "  "     47        " 

Other  sizes  are  made  to  order  at  equivalent  rates.    Sample 
Chairs  wiii  be  forwarded,  tte%  of  charge,  on  application  to 

COOPKK  &  HEWITT, 
December  1, 1852.  17  Burhng  SUp,  New  York. 

SEPTIMUS  AIOKRIS^, 

CIVIL,  MECHANICAL  &.  CONSULTING  ENGINEER 

ab'FJl.Rd  hid  serviced  to  Railroad  Coiupauies  and  Kugiueerit, 
to  provide  them  with  Plan*  and  Proportion^  of  Locomo- 
tives for  burning  coal  or  wood  ;  calling  the  attention  of  Engi- 
neers and  Railroad  Managers  to  his  Aeu>  Patent  Boiler  J'or 
bioTting  Anthracite  Coal;  also  Plana  lor  Depot  Buiiduigs, 
Raihroad  Tools,  and  all  kinds  of  Machinery  appertaining  to 
Railroads  ;  be 'will  also  superinteod  peruoually  the  construction 
and  budding  of  any  Locomotives  they  may  order,  in  this  or  any 
otlier  city,  so  as  to  insure  the  Companies  receiving  good  ma- 
cUnes  and  faithful  workmanship. 

Having  been  engaged  for  many  years  profes.'^ionaily  as  Engi- 
neer upon  many  of  our  most  important  Roads,  in  tueir  Loca-, 
tlon,  Building  and  Equipment,  and  for  the  last  20  years  practi- 
cally engaged  in  the  Munul'acture  of  Locomotives,  feels  satis- 
fled,  he  can  save  the  Companiea  tcho  may  think  proper  to  en- 
gage hia  aervicet,  many  aoUari,  arui  loss  by  receiving  imperfect 
machine*,  which  have  been  built  and  put  together  hastily. 
Address  to  No.  28  Sununer  st,  Philadelphia. 

To  Civil  Engineers. 

A  GRADUATE  ot  une  ot  the  best  schools  of 
Civil  Eiigioeering  in  Europe,  lately  returaed 
to  this  country,  wisbea  to  connect  himself  with 
an  Engineer  of  eminence  and  experience  as  as- 
sistant. — Reforcncea  unexceptionable  as  to  quali- 
fications and  character. — Address  Engineer,  Box 
3285.  P.  Q.,  New  York.  2t  46 


Railroad  Iron. 

2nnr^  tons  RuUroad  Iron,  54  to  60   bs.  p«r  linoal 
^\J\J\J  yard.     For  sale  by 

THEODORE  DEHON, 
2A>i  Broadway, 

Nete  York. 
Contracts  made  as  above  for  Raila  deiivera        at  English  or 
Imerican  ports  at  lowest  rates.  * 


NUGKNT'S  C0I.L.£:G£ 


■^vi 


OP 


£NGIN££RS. 


Atkinson,  T.  C, 

Mioinir  and  Civil  Engineer, 
Alexandria,  Va. 


Barnes,  Oliver  W., 

Cliief  Eug.  Pittsburg  and  Connellsville  R.R.  Co.,  Pittsburg,  Pa. 

£dward  Boyle, 

Chief  Engineer,  2d,  3d,  and  9th  Avenue  Railroads  New  York 
Office  123  ChamberB  st. 

Clement,  Wm.  H., 

Little  Miami  RailrcMul,  Cincinnati,  Ohio. 


Cozzens,  W,  H„ 

Engineer  and  Surveyor,  St.  Louis,  Mo. 


Alfred  W.  Craven, 

Chief  Engineer  Croton  Aqueduct,  Mew  Vork. 


Charles  W,  Copeland, 

Steam  Marine  and  Railway  Engiiteer, 
64  Broadway,  New  York. 


Davidson,  M.  O., 

Civil  and  Mining  Engineer,  Cumberland,  M4. 


C.  Floyd- Jones., 

Division  Engineer  3d  and  12th  Divisiona, 

Illinois  Csntral  Kailboad. 
Vandalia,  lU. 

Gay,  £dward  F., 

CivU  .Engineer,  Philadelphia,  Pa. 


Gilbert,  Wm.  B., 

Syracuse  sua  Binghamton  Kailroad,  Syracuse,  N.Y. 

Gzowski,  Mr., 

S*.  Lawrence  A  Atlantic  Railroad,  Montreal,  Canada. 

Grant,  James  H., 

New  Orleans  and  Nashville  R.K,,  Aberdeen,  Miaa. 

Holcomb,  F.  P. 

Ohie  Bug.  Augusta  and  Waynesborft,  and  Savannah  an  1  P  oaa- 
eola  Railroads,  MarthasvUle,  Macon  Co.,  Oa 


S.  W.  Hill, 

Mining  Engin'^erand  Surveyor,  Eagle  River, 
Lake  Superfor. 


Hugger,  T.  P., 

Northeastern  Kailroad,  Charleston,  S.  C. 

"  1>.  Mitcbell,  Jr., 

Chiaf  Engineer  Pittsburgh  and  SteubeuvUle,  and  Chartiera  Valley 
Railroads,  Pittsburg,  Pa. 


8amuel  Me  £lroy, 

AMistant  Ecj^cor,  N«w  York  Navy  Yard. 

Mills,  JohnB.,  Civil  Engineer, 

Sackets  HarL>or  and  Saratoga  R.  B.,  24  WiUiain  St.,  N.  Y. 


ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.  Nugent,  C.  E.,  Principal. 

THE  design  or  this  lostitution  is  to  aflbrd  young  men  an  op- 
portuiuty  of  acquiring  a  knowledge  of  the  prufessioo  of 
Civil  Eagmeehug,  and  to  Mechanics  and  Tradesmen  a  sound 
tbeoreUcal  and  practical  knowledge  oi  Mathematics,  Architec- 
tursl  and  Mechanical  Drafting,  Plain  and  Ornamental  Pwunan- 
ship,  ft.c. 
tor  arttMrpartiouiarsaddrMitheFtinci  al 


Miller,  J.  F., 

Builalo  and  Conhucton  Valley  Railroad,  Avon,  N.  Y. 


Morris,  £llwood. 

Engineer  and  Agent  DAUPHIN  &  SUSQUEHANNA  CO., 
Cold  Spring,  Lebanon  Co.,  Pennsylvania. 


Septimus  :n  orris, 

iJivil  and  Mechanical  Engineer,  Philadelphia. 

Saml.  &  G.  H.  Nott, 

Civil  Engineers,  No.  6  Niles'liuilding,  Change  Avenue,  fioatou. 

Osborne,  Rlebard  B., 

Civil  Engineer,  OlBce  73  South  4th  st;,  Philadelphia. 


Prlchard,  M.  B., 

East  Tenn.  and  Georgia  Railroad,  Knoxrilte,  Tenn. 

W.  Milnor  Roberts, 

Chief  Engineer  AUegfaany  Valley  Railroad,  Pituburgb,  Pa. 


Sbanly,  Walter, 

Chief  Engineer  By  town  and  Prescott  Railway, 
Prescott,  Canada. 


Roberts,  Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pittsburgh,  Pa. 


Sanford,  C.  O., 

South  Sld«  lUilroad,  Yirgli^ 


Sclilatter,  Charles  Li., 

Civil  Engineer,  Ogdensburgfa,  N.  Y. 


Strauglian,  J.  R., 

Ohio  and  Indiana  iiailroad,  Bucyrus,  Ohio. 


Steele,  J.  l>utton, 

Pottsfown.  Pa. 

Charles  B.  Stuart, 

Civil  Engineer,  New  York. 

£dward  W.  Serrell, 

Civil  Engineer,  167  Broadway,  New  York. 

P.  J.  Tournadre, 

Chief  Engineer  Vicksburg,  Shreveport  and  Texas  R.R., 
Vioksburg,  Miss. 

Trantwlne,  John  C, 

Civil  Engineer  and  Architect,  Philadelphia. 


Troost,  Lewis, 

Alabama  and  Tennessee  Railroad,  Selma,  Ala. 

A.  B.  Warford, 

Chief  Engineer.Susquehanna  Raih^xtd,  Harrisbu       Pa. 

Whipple,  S.,  "" 

Civil  Engineer  and  Bridge  Builder,  Albany,  N.  Y 

Wm.  J.  Young 

HAS  removed  his  Engineering  and  Surveying  Instrument  Man 
ufiictory  to  No.  33.  North  Seventh  Street,  Philadelphia. 


BUSINESS    CARDS. 


Railroad  Instruments. 

THEODOLITES,  TRANSIT  CO JIP ASSES  AND  LEVEL  S 
on  a  new  principle,  with  Frauuhofers  Munich  Glasses,  Sur  ■ 
veyors'  Compasses,  Barometers,  Chaiiii^,  Drawing  Instrunientx  , 
etc.,  all  of  the  best  quality  and  workmanship,  for  sale  at  unu  s- 
ually  low  prices  by  E.  &  G.  W.  BLUNT, 

New  York,  Dec  1, 185L  No.  179  Water  strejt. 


James  Herron,  Civil  Engineer, 

OF  THE  UNITED  STATES  NAVY  YARD, 

PENSACOLA,  FLORIDA., 

PATKNTEK  OP  THB 

HERROH     RAILWAY    TRACK 

Models  of  this  Track,  on  the  most  improved  plan  may  I>e 
seen  at  the  Engineer's  office  of  tho  New  York  &.  Erie  RailrouJ . 

W.  G.  ATKlr«fSON; 

MINING  ENGINEER,  SURVEY9R   AN1»  DRAFTSMAN 

CUMBERLAND,  MAH-YLAND, 

Will  attend  to  business  in  his  Profession  in  th«  Coal  Regioo  a4Kl 
vicinity. 

BEPERENCBS: 

Jerry  Cotde*,  Esq.,  New  York. 

Coi  Wm.   Yoiaif.  do. 

Ja$.   W.  McCuUoh,  Esq.,  late  U.  S.  Treat.,  WatUngton. 

June  26, 1863. 

To  £ng;ineers,  Architects  and 
Draug^htsmen. 

THE  undersigned  begs  respectfully  to  inform  Gentlemen  in 
the  above  {irofcssiona,  that  he  has  constantly  on  hand  a 
great  variety  of  instnimenU)  for  Field  and  OSlce  uoe. 

JAS.  PRENTICE, 
Feb.e,  1853.  1  Chamber  street,  New  York. 

Gas  Fixtures. 

FIXTURES  for  Baniing  Gas  for  Lighting  Public  Buildings 
Private  Dwellings,  Stores  and  Factories,  manufactured jy 
the  subscriber  in  great  variety.  Orders  by  Mail,  or  left  at  tlis 
Factory  on  Causeway  street,  will  be  promptly  attended  to. 

HENRY  N.  HOOPER  *  CO. 
Boston,  March  23,  I860. 6ml3 

"  fiTsAWYER 

(of  the  late  firm  of  SAWYER  &  HOBBYx 
Manufacturer  of  Transits  and  Levels, 

HAS  removed  to  Union  Place  near  Warl  irtoo  A  v..  Tookers. 
N.  Y. 

Sewall  &  crehore 

CIVIL  £N«INEEltS, 

ST.  PAUL   MINESOTA. 
Josara  S.  Sbwali.  Chas.  Vaas.  Oaaaoaa. 

EA^e  Tools. 

THE  Underbill  Edge  Tool  Company  manufacture  (h>m  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  foi 
the  New  England,  Soutliem  and  Western  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  constantly  kept  on 
hand  at  their  Warehouse,  W  £iiby  street,  Bost<xL 
B«cemb«r  18, 1862.  WM.  jS.  SAMPSON,  Agent. 
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Joarnsl  of  Railroad  Kia^nr. 

LUBiUTT    OF     RAILROAD     COMPANIES    FOR   FRAODU- 
.,/{  ■  LENT   ISSCES    OF   STOCK,         . .,   .^i,  ^.^ 

We  gire  below  the  opinion  of  Judge  Hoffman 
of  the  Superior  Court  of  this  State,  in  reference 
to  the  legality  of  the  over-issue  of  the  stock  of 
the  New  York  and  New  Haven  Railroad  Company, 
by  their  late  transfer  agent,  Mr.  Robert  Schuyler. 
The  facts  of  the  case  are  materially  as  follows 
Mr.  Schuyler  had  negotiated  a  loan  at  the  Bank 
of  Commerce  upon  the  security  of  a  deposit  of 
370  shares  of  New  York  and  New  Haven  stock 
fraudulently  issued.  Mr.  Schuyler  being  indebt- 
ed to  the  plaintiff,  and  there  being  a  considerable 
margin,  they  lifted  the  stock,  paying  the  amount 
of  Schuyler's  loan  to  the  Bank.  Upon  the  dis- 
covery that  the  stock  was  fraudulently  issued, 
this  action  was  brought  aga"hist  tho  Bank  to  re- 
cover the  amount  above  paid.  There  were  various 
points  considered,  but  we  give  what  chiefly  re- 
lates to  the  discussion  of  the  validity  of  the 
issues  by  Schuyler.  The  ground  taken  by  the 
Courts  was,  that  the  Company  being  bound  by 
sncfa  issues,  the  plaintiff  received  sufficient  con- 
skleratioD  for  the  payment  of  Mr.  Schuyler's  loan 
to  tfa«  Bank,  consequently  had  no  cause  of  action. 


Judge  Hoffman  elaborates  two  points  of  the 
case — the  rights  of  the  parties  upon  the  assump- 
tion that  the  stock  is  worthless,  and  the  validity 
of  the  over-i-isues.  He  decides  that  were  the 
over-issues  invalid,  so  as  to  carry  no  rights,  tJien 
the  plaintiffs  might  recover.  Upon  this  point  be 
says : — 

Moriis  Ketchum,    Thomas    Rogers    and  Edward 
Bement  vs.   the  President,  Directors  and  Com- 
pany of  the  Bank  of  Commerce  of  New  York. 
It  is  in  the  first  place  urged,  that  if  this  had 
been  a  sale  of  stock  by  an  avowed  owner,  dealing 
as  owner,  no  other  warranty  of  titk  would  have 
been  implied  than  that  the  vouchers  of  stock  were 
a  pledge,  and  that  the  defendants  were  not  cogni- 
zant of  any  defect  in  the  title.     But  in  my  opinion 
this  proposition  cannot  be  maintained.     It  is  ad- 
mitted that  the  general  rule,  as  stated  by  Chan- 
cellor K<-nt,  is  the  law  of  our  Slate;  that  if  the 
seller  is  in  possession  of  the  article,  and  sells  it  as 
his  own,  and  not  as  agent  for  another,  and  for  a 
fair  price,  he  is  understood  to  warrant  the  title ; 
and  the  opinion  Justice  Buller,  in  Pasley  vs.  Free- 
man, (3  G.  R.  58,)  that  if  the  seller  affirms  the 
chattel,  which  is  not  in  his  possession,  to  be  his, 
he  is  bound  to  answer  for  the  title,  is  approved  of 
by  Chancellor  Kent  as  possessing  both  good  sense 
and  equity.    In  McKay  vs.  Cocker,  (3  Barbour, 
S.   Ct.  Rep,  326,)  Justice   Parker  oritically   ex- 
amines the  authorities  and  sustains  the  rule  thus 
expressed.     *     ♦    *     So  in   Jones  vs.   Ryd,   (5 
Oampton,  488.)     In  this  case  the  defendants  were 
bill  brokers,  and  possessed  of  a  navy  bill,  which 
purported  to  have  been  issued  by  the  Navy  Board, 
to  have  been  registered  on  the  13th  of  July,  1813, 
and  to  be  payable  on  the  15th  of  October,  1813, 
drawn  on  the  Treasurer  of  the  Navy,  to  Boll  &, 
Hobbs,  on  their  order,  for  the  sum  of  £1,884  168. 
lOd.     It  seems  that,  on  the  face  of  the  bill,  the 
property  tax  was  deducted,  showing  a  result  of 
£1,883  lOs.  3d.  The  bill  came  into  the  hands  of  the 
defendants,  who  procured  the  plaintiff*  to  discount 
it,  and  received  the  avails.     It  appeared  that  the 
bill  issued  by  the  Transport  Office,  for  S884  168. 
lOd,  and  before  it  was  discounted,  some  person 
had   altered  it,  by  prefixing  tho  figure  1  to  the 
figures  884  and  €83  in  the  several  places  in  which 
they  occurred,  and  prefixing  the  figure  1  to  each 
of  the  dates  of  the  7th  of  July  and  5th  of  October. 
All  the  parties  were  unconscious  of  the  al^ratlons. 
The  true  amount,  however,  had  been  paid  by  the 
Navy  Office,  and  the  present  action  was  brought 
to  recover  the  difference,  about  £1,000.     The  ac- 
tion was  for  money  had  and  received,   and  was 
sustained.    C.  J.  Qibbs  observed :    "Both  parties 
were  mistaken  in  the  view  they  had  of  this  navy 
bill ;  tb«  oue  iurepreseatiog  it  t«  b«  a  navy  bill  of 


this  description,  vii.,  genuine,  the  other  in  taking 
it  aslsQch.  Upon  its  afterwards  turning  out  that 
the  jbill,  to  a  certain  extent,  was  a  forgery,  w« 
think  he  who  tX>ok  the  money  ou;;ht  to  refund  it 
to  i^i  extent  to  which  the  bill  is  invalid.  In  the 
present  case,  the  navy  bill  is  not  such  tm  it  pur- 
ported to  be,  and  therefore  the  plaintiff  is  entitled 
to  rdcovcr."  A  case  somewhat  similar  very  fre- 
quently occurs  in  practice,  said  to  be  sanctioned 
on  tie  authority  of  a  case  so  decided  nisiprius  by 
Mansfield,  Cb.  J.,  viz. :  "  where  forged  bank  notos 
are  tjaken.  The  party  negotiating  Uiem  isD0t,and 
doesi  not  profess  to  be  answerable  that  the  Bank 
of  Ehgland  shall  pay  the  notes ;  but  he  is  aniwer- 
ablejtfaat  the  bills  are  such  as  they  purport  to  be." 

Having  disposed  of  this  branch  of  inquiry,  tite 
Judge  comes  to  the  maiit  point  in  tlte  case — the 
valiqity  of  the  over  issues.     His  reasoning  upon 
re  give  entire. 

What    are  the   rights  and  position  of  the 
rs  of  such  fabricated  stock  in  relation  to  the 
any  1     I  have  before  stated  that  as  to  the 
8  in  question,  they  are  plainly  portions  of 
this  stock,  whatever  obscurity  may   attc-ud  the 
tracing  of  the  rest.     1  cannot  but  add  my  fixed 
conviction  that  a  vast  masa  of  the  disputed  htock 
can  be  followed  and  identified,  and  I  l»e]icvo  that 
conln  a  competent  tribunal  prescribe  somo  few 
and  Tcasonable  cules  of  appropriation  and  adjusu 
menp,  the  task  would  not  transcend  the  powiT  of 
mer^ntile  ability  to  mark  the  whole.     But  it  >& 
euough  i^  this  instance  that  I  find  these  t«harus 
stamped  dea^-Iy  and  indelibly  with  the/igu  of  their 
birtn  in  a  fraud  and  fabrication.     Arethe  railroad 
company  and  its  innocent  stockholders  bound  for 
thes^  shares  ?  and,  if  so,  what  is  the  nature  and 
extent  of  their  liability  1     It  is  unoect'ssary  to  en- 
ter lipon  that  wide^  field  of  investigation  into  the 
orig^  and  nature  |of  cur|)oratioQS,  and  the  extent 
of  tqeir  powers,  ovter  which  the  learning  and  rea- 
soning of  the  able  pounsel  wuuld  lead  mc.     It  is 
sufficient  to  say  th^  the  rules  governing  the  an- 
cient nnincipal   corporatioDS  of  citios  aiid  towns, 
can  ^hcd  but  little  light  upon  a  question  like  the 
present.     Such  corporations  had  origickally  their 
rise  In  the  principle  of  protection  of  life  aiKl  pro- 
perty from  the  barons  and  kings,  and  watch  and 
ward  was  the  duty  of  the  burghers  and  the  bond 
of  their  safety,     particular  franchises  were  suc- 
cessively won  from  fear  or  favor.     They  were  all 
inroads  upon  feudailism,  and  were  all  personal  and 
peculiar  privileged.     But  when  the  increase  of 
trade  and  commerce  led  to  an  appreciation  of  ihc 
value  of  a  combibation  of  capital  and  effort — 
"when  men,  having  learned  that  wonders  coa  d 
be  accomplished  b[y  union,  began  to  think  union 
was  competent  for  everything" — the  formation  uf 
partoersbips  begait.    Joint  stock  associatiooi  fol- 
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lowed.  The  principle  was  at  first  a  mere  exten 
sion  of  the  essential  elements  of  a  partnership  to 
a  greater  number  of  members,  with  some  varia 
tiona  of  government.  But  the  perils  of  personal 
responsibility  to  the  members,  and  the  unwieldly 
macbinery  of  such  a  body,  led  to  application  to 
the  State  to  gire  them  the  protection  of  an  incor- 
poration. Through  all  the  judgments  of  courts, 
based  upon  the  doctrines  of  tlie  common  law — 
through  all  the  legislation  of  England,  and  of  our 
own  and  other  States,  applicable  to  associations 
incorporated  or  otherwise,  we  find  the  great  prin- 
ciples of  a  partnership  recognized,  changed  in- 
deed, modified,  or  impaired,  but  still  jiervadirig 
and  discernible.  Confining  the  inquiry  to  the 
most  affluent  foundation  of  our  \&w^ — the  law  of 
England — we  find  that  joint  stock  associations 
were  known  before  the  act  of  1719,  called  the 
Babble  act ;  and  they  were  based  upon  the  princi- 
ple of  partnership,  with  an  attempt  to  make 
shares  transferable,  and  to  limit  the  personal  re- 
sponsibility of  members.  That  statute  n-cognized 
the  existence  of  such  companies,  and  spoke  ol 
their  mischievous  consequences — that  they  had 
attempted  to  act  as  corporate  bodies,  pretending 
to  make  their  shares  in  stock  transferable,  with- 
out legal  authority  by  statute  or  charter  from  the 
crown.  The  act  then  provided  that  all  such  un- 
dertakings and  attempts  were  void  and  illegal, 
and  especially  the  acting,  or  presuming  to  act,  as 
a  corporate  body,  the  raising  or  pretending  to 
raise,  transferable  stock  or  stocks,  or  to  assign 
any  share,  without  authority.  By  section  25th, 
the  act  was  not  to  restrain  the  carrying  on  of  any 
home  or  foreign  trade  in  partnership,  in  such  a 
manner  as  had  been  usually  done,  or  might  bo 
done  according  to  law.  The  transferability  of 
shares  unrestricted  and  unregulated,  was  a  blow 
at  th«  accountability  of  every  member  of  a  part- 
nership, by  rendering  the  tracing  of  debtors  diffi- 
cult, and  sometimes  impossible  to  the  creditor. — 
Such  a  power  was  therefore  reserved  for  the  Par- 
liament or  the  Crown.  After  the  act,  however, 
the  effort  was  perpetually  made  to  engraft  this 
principle  upon  the  schemes  of  joint  stock  associa- 
tions, and  no  less  strenuously  was  it  attempted,  to 
limit  the  personal  responsibility  of  the  members 
to  the  amount  subscribed,  and  exempt  them  from 
the  demands  of  creditors.  But  the  courts  of  jus- 
tice invariably  defeated  these  attempts,  and  fixed 
upon  th«8e  joint  stock  companies  every  material 
attribute  of  a  comjaon  law  partnership,  in  the  non- 
assignability of  shares  and  the  absolute  personal 
liability  of  members.  The  expression  of  Lord 
Eldon  was  but  the  echo  of  a  multitude  of  deci- 
sions, that  the  wealthiest  nobleman  in  the  land 
might  be  involved  to  his  la.st  acre,  and  his  last 
shilling,  by  a  connection  with  snch  a  company. — 
It  is  sufficient  to  notice  here  the  policy  of  our  own 
State  exhibited  in  the  manufacturing  statute  of 
March,  1811,  and  found  now  in  the  C^stitution 
itself,  in  regard  to  banking  incorporations.  The 
personal  responsibility  of  the  members  was  recog- 
nised, although  limited  to  the  amount  of  their  re- 
spective shares  of  stock.  (Sess.  34,  ch.  67,  Con- 
stitution of  1846,  art.  8,  sec.  7.)  From  the  i-arli- 
est  judicial  decision  iu  our  State  to  the  present 
time,  companies  organized  under  this  act  have 
been  spoken  of  a.s  mere  partnerships,  with  some 
of  the  privileges  and  fwwers  of  corporations. — 
(Slee  vs.  Bloom,  19  Johnson,  473;  Bridges  vs. 
Penninan,  Hopkins,  304.)  This  view  has  been 
followed  in  a  multitude  of  subsequent  decisions  ; 
upon  the  same  or  similar  statutes.  It  is  sufficient 
to  refer  to  Hai^ous  vs.  M'CuUongh  (2  Denio, 
119,)  which  contain  reference  to  many  of  them.  In 
these  statutes  the  right  of  transferring  shares  was 
given,  and  the  mode  left  to  the  by-laws  of  the 
company;  and  in  the  general  railroad  act  of  our 
Bute  QLaws  of  1850,  ch.  140)  the  points  of  assign- 
ability and  personal  liability  are  regulated.  By 
the  eighth  section,  the  stock  may  be  transferred  in 
the  manner  prescribed  by  the  by-laws  of  the  com- 
pany, but  no  shares  are  tiansferable  until  all  the 
calls  have  been  f\illy  paid  in.  By  the  tenth  section, 
each  stockholder  is  made  individually  liable  to 
the  creditors  to  an  amount  equal  to  ^e  ftUQUOtl 


unpaid  ou  the  stock  held  by  him  for  all  debts,  un- 
til he  shall  have  paid  up  the  whole  amount  due 
by  him  to  the  company  ;  and  all  are  made  jointly 
and  severally  liable  for  debts  to  servaots  and  la- 
borers for  services  performed  to  the  corporation, 
but  not  until  afler  an  execution  against  the  com- 
pany has  been  returned  unsatisfied.  The  want  of 
the  attribute  of  transferability  in  shares  of  stock 
was  a  conaoquence  of  the  policy  of  the  English 
law,  founded  upon  the  principle  of  partnership. — 
The  attempt  of  joint  stock  associations  to  render 
shares  a.Hsignable  was  denounced  by  the  law,  be- 
cause it  violated  that  principle  ;  and  the  Legisla- 
ture clothed  companies  with  the  power  in  opposi- 
tion to  the  partnership  law,  and  in  doing  so  im- 
posed certain  restrictions  and  provisions,  such  as 
public  registrations  of  the  transfer,  to  obviate,  as 
far  as  possible,  the  evils  which  dictated  the  com 
mou  law  rule.  Details  of  the  provisions  upon  this 
subject  in  some  of  the  English  act'^,  may  be  found 
in  the  case  of  the  Cheltenham,  R.  R.  Comp.  vs. 
Danifls,  (.2  R.  R.  and  CTanal  Co.  728,  and  in  Heb- 
blewhite  vs.  McMoriu,  ib.  51.)  Still,  through  the 
whole  stream  of  authority  and  principle  in  rela- 
tion to  illegal  companies  or  companies  privileged 
with  an  act  of  incorporation,  the  doctrine  of  part- 
nership is  visible.  The  former  were  unauthorized, 
and  the  latter  statutory  partnerships;  but  the 
basis  of  the  association  was  the  same.  Thus  in 
the  case  of  Ashby  vs.  Blackwcll  (2  Eden's  Rep., 
299,)  a  case  of  important  bearing  upon  most  of 
the  questions  here,  the  plaintiff  was  possessed  of 
£1,0U0  Meltliian  Bank  stock,  and  employed  John 
Price,  a  broker,  to  receive  the  dividends  for  her. 
Price  forged  a  power  of  an  attorney  from  her,  em- 
powering him  to  sell  the  stock,  which  he  did  to 
the  defendant  Blackwell,  and  the  stock  was  trans- 
ferred to  the  latter  on  the  books  of  the  company. 
The  bill  was  brought  for  are-transfer  of  the  stock, 
or  satisfaction  from  the  trustees  of  the  Melthiiin 
Bank.  It  was  agreed  that  the  plaintifiis  were  en- 
titled to  relief,  and  the  question  was  whether 
Blackwell  or  the  bank  should  bear  the  loss.  A 
case  was  made  of  great  carelessness  on  the  part 
of  the  Secretary,  in  receiving  the  forged  power 
which  was  not  authenticated  as  the  by-laws  of  the 
company  required.  The  Lord  Keeper  held  that 
a  trustee,  whether  a  private  person  or  body  cor- 
porate, must  see  to  the  reality  of  the  authority 
empowering  him  to  dispose  of  the  trust  money ; 
tor  if  the  transfer  is  made  without  the  authority  of 
the  owner,  the  act  is  a  nullity,  and  in  considera- 
tion of  law  and  equity  the  rights  remain  as  be- 
fore. That  as  to  Blackwell,  he  thought  it  was  not 
incumbent  upon  him  to  inquire  into  the  letter  of 
attorney  ;  because  the  letter  of  attorney  in  that  and 
similar  cases,  was  no  part  of  the  purchaser's  title. 
The  title  was  the  admission  into  the  company  as 
a  partner  pro  lanlo,  lie  accepting  the  stock  on  the 
coudilions  of  the  partnership.  The  letter  of  at- 
torney is  only  the  authority  to  the  company  to 
tran.sfer.  The  company  ought  to  answer  for  their 
and  their  servants,  negligence.  He  decreed  that 
the  stock  be  replaced  in  the  name  of  the  plaintitt", 
and  that  the  bank  pay  Blackwell  the  amount  he 
had  paid  upon  the  tran.'^fer,  with  interest.  So  in 
Bryant  vs.  the  Warwick  Canal  Co.,  (23  Eng.  L. 
and  E(|.  Rep.  91,  Dec.  1853,)  a  bill  was  filed  by  a 
shareholder  on  behalf  of  him.self  and  all  others, 
&.«.,  to  recover  money  paid  into  a  company  pro- 
visionally registered  and  then  abandoned,  although 
an  official  manager  had  been  appointed.  The 
bill  was  sustained  upon  the  ground  of  an  ordinary 
partnership  right.  So  in  Stevens  vs.  the  South 
Devon  Railroad  Company,  (12  Eng.  L.  and  Eq. 
Rep.  229)  the  partnership  was  applied  on  a  very 
important  and  complicated  case,  -where  a  clause 
in  a  f'tatute  bearing  upon  the  question  was  held 
directory,  and  the  subject  was  considered  one  of 
internal  management  iu  which  a  majority  of  part- 
ners will  decide.  And  so  in  Couro  vs.  the  Pert 
Henry  iron  Works  (12  Barbour  27.)  The  court 
say,  "  The  tendency  of  modern  decisions  is  to  as- 
similate the  action,  duties  and  liabilities  of  cor- 
porations to  those  individuals  and  commercial 
partnerships."  But  the  power  to  assign  shares 
waa  a  power  to  iutroduce  new  members  into  the 


partnership.  The  assignee  was  substituted  fur 
the  assignor,  in  whole  or  in  part,  accordingly  as 
the  whole  or  a  part  of  his  shares  was  transferred. 
The  bolder  of  ten  shares  could  introduce  ten  new 
partners  in  bis  place.  True,  they  represented 
separately,  what  he  represented  in  the  aj'gregate ; 
the  representation  collectively  being  of  the  same 
shares ;  but  yet  new  partners  were  brought  in  by 
the  will  of  one  party  alone.  The  general  system 
adopted  in  unchartered  companies  v|as  to  require 
a  subscription  to  the  deed  of  agreement  or  settle- 
ment.   But  while  this  was  essential  to  constitute 

members  among  the  associates,  much  less  was 
sufficient  to  render  a  person  responsible  to  credi- 
tors. And  the  very  rule  and  distinction  between 
parties  iner  se,  and  to  the  world,  was  applied  to 
these  cases.  (See  Wordsworth  182,  Mondesley 
vs.  Le  Blanc,  2  Cam.  and  pp.  409  n. ;  Harvey  vs. ; 
Kay,  9,  13  and  Cr.  356,  and  Ellis  vs.  Schucovk,  5 
Bing.  521.)  Next,  it  cannot  be  contested  that  if 
a  company  was  chartered  with  a  definite  limited 
capital,  and  nothing  was  declared  respecting  the 
amount  of  the  shares,  the  company  could  adjust 
them  at  pleasure ;  and  could  give  that  power  fco 
the  managers  or  directors.  It  is  equally  clear 
that  the  shareholders  coold  authorize  the  direc- 
tors to  increase  the  number  of  such  shares;  and, 
if  this  could  not  be  done  by  transcending  the  limit 
of  the  capital  and  adding  to  it,  it  mojt  be  under- 
stood as  authorized  to  be  done  by  diminishing  the 
value  of  the  shares. 

Cases  can  be  imagined :  cases,  I  understand, 
have  occurred  where  such  a  method  of  raising 
money  to  meet  the  exigencies  ofacorporatk>n,  has 
been  resorted  to.  It  will  not  do  to  say  that  it 
cannot  be  imagined  the  stockholders  intended  to 
give  a  power,  the  effect  of  which  would  be  to  di- 
minish their  own  profit.  Such  an  answer  might 
be  made  by  a  principal  in  every  case  of  excess  of 
authority.  A  joint  stock  company  or  a  corpora- 
tion then,  if  unfettered  by  express  legislation,  has 
an  undoubted  right  to  fix  the  number  of  shares 
into  which  the  capital  shall  be  divided,  and  when 
fixed,  the  associates  may  subsequently  change  it ; 
and,  if  the  power  is  reserved  or  implied  in  the  ar- 
ticles of  assocliation,  the  directors  or  trustees  may 
exercise  such  power.  Thus  in  the  Arpisgate  Rail- 
road Co.,  vs.  Mitchell,  (6  Railway  and  Canal  cases 
236,)  the  shares  of  a  company  were  originally  fix- 
ed at  £25  a  share.  It  was  held  that  this  was  law- 
fully done.  The  statute  under  which  it  was  or- 
ganized did  not  forbid  it.  A  section  of  that  act 
prevented  any  one  bt>ing  entitled  to  vote,  except 
he  possessed  an  interest  in  the  capital  to  the 
amount  of  jC25.  it  was  also  held  that  under  the 
charter  the  directors  had  the  power.  The  Lex- 
ington Company  vs.  Chambers  (Metcalf  110,)  and 
the  Kenebec  Railroad  Company  vs.  Jarvis  (34 
Maine  Rep.  360,)  tend  to  support  the  same  po- 
sition. I  repeat  and  condense  these  propositions 
thus :  The  principles  of  a  common  law  partnership 
govern  joint  stock  associations,  incorporated  or 
unincorporated,  except  so  far  as  modified  by  the 
statute,  or  fixed  principles  of  law.  The  introduc- 
tion of  new  members  into  a  partnership  is,  upon 
common  law  doctrine,  only  allowable  upon  • 
joint^consent.  This  joint  consent  may  be  exercised 
and  proven,  either  by  an  actual  agreement  in  each 
particular  instance  or  by  a  delegation  of  the  pow- 
er to  assent,  to  a  particular  body,  or  to  a  particu- 
lae  person.  If  the  delegation  is  made  to  a  par- 
ticular body,  it  may  be  accompanied  or  not^ 
with  authority  to  that  body  to  re-delegate  it;  and 
thus  the  question  is  first,  whether  the  members 
entrnsted  the  power  directly  to  a  particular  offi- 
cer; and  next,f  if  they  did  not,  whether  they 
entrusted  it  to  a  clais  of  persons,  with  power  of 
substitution ;  and  lastly,  have  the  latter  made 
snch  substitutionl  Now  if  by  a  regular  chain  of 
developed  power,  the  authority  to  introduce  new 
members  into  this  partnership  can  be  established; 
if  by  the  act  and  agreement  of  the  stockholders, 
the  evidences  of  such  membership  are  placed  in 
the  power  of  an  officer  to  authenticate  and  issue, 
then  a  general  power  or  agency  has  been  dele^al^ 
ed  to  him.  And  then  his  abase  or  fraudulent  ex- 
ercise of  tba.t  power  will  uot  prevent  the  coigp^ 
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ny  from  being  bound.  This  view  meets  the  co- 
gent argument  of  Mr.  Wood,  tipon  the  nature  of 
Uie  agency  in  this  case.  What  was  the  power  de- 
legated to  Robert  Schuyler,  as  transfer  agent,  and 
what  was  its  extent  1  The  first  section  of  the 
charter  passed  Ist  May,  1844,  constituted  Joseph 
E.  Sheffield  and  others,  naming  them,  "with  such 
other  persons  as  sbail  as  shall  associate  with  them 
for  that  purpose,  a  body  politic  and  corporate,  by 
the  name  of  the  New  York  and  New  Uaven  Rail- 
road Company."  The  second  section  /irovided 
that  the  capital  stockshould  be  two  millions  of 
dollars,  with  the  privilege  of  increasing  the  same 
to  three  millions,  and  to  be  divided  into  shares  ol 
one  handred  dollars  each,  which  should  be  deemed 
personal  property,  and  be  transferred  in  such 
manner,  and  at  such  places,  as  the  bye-laws  of  the 
company  should  direct  By  the  third  section  the 
parties  who  were  authorized  to  receive  subscrip- 
tions ,  might  make  twenty  thousand  shares  sub- 
scribed the  capital  stock  of  the  company.  But  if 
the  subscription  exceeded  thirty  thousand,  the 
same  were  to  be  reduced  and  apportioned  in  such 
manner  as  should  be  deemed  most  beneficial  to  the 
corporation.  Under  the  fourth  section,  the  imme- 
diate government  and  direction  of  the  affairs  of 
the  company  was  vested  in  a  board  of  nine  direc- 
tors to  be  chosen  by  the  stockholders.  Four  of 
such  directors  formed  a  quorum  for  the  transac- 
tion of  business.  By  the  seventh  section,  th«  di- 
rectors were  vested  "with  the  power  to  make  bye- 
laws  and  regulations,  touching  the  disposition  and 
management  of  the  stock,  property,  and  estate  of 
the  Company,  not  contrary  to  the  charter,  or  the 
laws  of  the  State  or  of  the  United  States ;  the 
transfer  ot  shares  j  the  duties  and  conduct  of  their 
cfficers  and  their  servants ;  and  all  matters  what- 
soever, which  may  appertain  to  the  concerns  of 
sQch  company."  By  the  twentieth  section,  the 
act  might  be  amended,  altered,  or  repealed,  at  the 
pleasure  of  the  General  Assembly.  In  the  exer- 
cise of  the  powers  conferred  by  the  charter  a  re- 
solution was  adopted  by  the  stockholders,  to  the 
following  effect — (Book  of  Records,  Nos.  20  and 
21)  :—"  Transfer  and  Certificates  of  Stock— The 
principal  transfer  office  shall  be  in  the  city  of  New 
Haven,  but  transfer  agencies  may  be  established 
in  the  cities  of  New  York  and  Boston,  by  resolu- 
tion of  the  board  of  directors ;  and  all  transfers 
•f  stock  at  any  office  shall  be  made  under,  and  in 
compliance  with,  such  rules  and  regulations,  and 
by  such  instruments  of  assignment  and  transfer 
(which  need  not  be  under  seal  J  as  may  from  time 
to  time  be  made,  ordered,  and  appointed  by  the 
Board  of  Directors."  "Certificates  of  stock  shall 
be  in  such  form  and  issued  under  such  rules  and 
regulations  as  the  Board  of  Directors  may  from 
time  to  time  appoiut  and  direct."  The  directois 
adopted  the  forms  of  transfers,  certificates  and 
blank  power  of  transfer,  and  ordered  their  gener- 
al use.  On  the  3d  of  February,  1847,  the  follow- 
ing resolution  was  adopted  by  the  directors :  "The 
receipts  and  certificates  of  stock  on  the  books  at 
New  Haven,  to  be  signed  by  J.  E.  Sheffield,  as 
transfer  agentj  at  Boston,  to  be  signed  by  J.  £. 
Thayer  &  Brother,  as  transfer  agents  j  at  New 
York,  to  be  signed  by  Robert  Schuylf r,  as  trans- 
fer agent."  Now  a  certificate  of  stock  is  a  writ- 
ten declaration  that  the  party  in  whose  favor  it 
ruDs,  is  entitled  to  the  shares  expressed  in  it.  It 
is  a  written  admission  that  such  person  is  a  mem- 
ber of  the  Company.  The  Company  is  a  partner- 
ship, except  as  expressly  qoalified.  The  certifi- 
Ciite,  is,  therefore,  an  admission  that  the  person 
named  is  a  partner.  Did  there  then  come  down 
from  the  whole  body  of  associates  (the  stockhold- 
ers in  this  company),  a  power  to  Robert  Schuyler 
^  declare  that  the  person  mentioned  in  such  cer- 
tificate was  a  member  \  It  seems  to  me  that  the 
affirmative  is  made  out  by  the  series  of  acts  and 
resolutions  I  have  stated.  I  do  not  see  what  link 
10  this  chain  can  be  broken.  Qrant  this,  and  the 
first  part  of  .Mr,  Wood's  powerful  argument  is  ov- 
erthrown. "You  cannot  by  any  rational  deduc- 
tion, imply  a  power  in  an  agent  to  do  that  which 
It  waa  totally  out  of  the  power  of  the  principal  to 
Pwform.    Tot  mor*  gtrongly— you  cannot  imply 


such  power,  when  the  principal  was  prohibited  by 
the  express  law  of  the  State  from  doing  the  act, 
and  it  was  a  violation  of  public  policy  and  public 
law  to  do  it."  The  first  proposition  Mi  this  argu- 
ment is  met  by  what  is  above  stated.  Irrespec- 
tive of  statutory  prohibition,  there  was  a  powwrin 
the  company  to  admit  new  members,  and  that 
power  had  been  delegated  to  Robert  Schuyler. — 
And  then  we  are  led  to  the  next  position  of  the 
learned  counsel :  Does  the  charter  or  statute  law 
prohibit  the  act  1  It  is  perfectly  clear  that  when 
"the  Legislature  has  prescribed  a  limit  to  the  capi- 
tal of  a  corporation,  a  direct  increase  of  the 
amount  would  be  a  violation  of  the  compact,  and 
a  ground  of  forfeiture.  In  granting  corporate 
privileges,  the  regulation  of  the  capital  is  govern- 
ed by  two  considerations — the  necessity  of  raising 
an  amount  sufficient  to  accomplish  the  public  ob- 
ject, and  the  forbidding  a  larger  accumulation  of 
money  or  property  in  the  hands  of  one  body  than 
is  essential  for  that  purpose.  For  a  company  then 
to  transcend  the  fixed  amount  is  to  usuro  a  right 
to  increase  the  great  element  of  corporate  power, 
contrary  to  a  fundamental  policy  of  the  State. — 
But  it  is  not  seen  how  this  line  of  reasoning  applies 
with  the  like  or  with  any  force  to  the  increase  by 
a  company  of  the  number  of  its  shares,  in  any 
manner  which  leaves  the  capital  precisely  as  it 
was  before.  If,  as  before  observed,  the  charter  of 
a  company  bad  fixed  a  capital,  but  was  silent  as 
to  the  number  or  par  value  of  shares,  the  compa- 
ny (or  its  agents  if  entrusted  with  the  power) 
might  adjust  and  re-adjust  such  manner  or  value. 
If,  again,  wnea  the  charter,  as  iu  this  case,  directs 
that  there  shall  be  a  defined  number  of  shares  of 
$100  each,  the  associates  had  ao;reed  to  increase 
the  shares  by  reducing  the  par  value  of  what  they 
held  by  a  given  per  centage,  would  that  be  a  vio- 
lation of  the  charter  such  as  to  work  a  forfeiture, 
or  would  it  be  a  matter  only  affecting  the  indi- 
vidual members  as  to  their  pecuniary  interests  iu 
the  stock  1  We  find  that  under  the  present  char- 
ter, there  might  have  been  thirty  thousand  mem- 
bers of  the  company.  It  is  not  easy  to  see  what 
great  rule  of  public  policy  is  invaded  if  this  num- 
ber was  voluntarily  increased  to  forty  thousand, 
and  the  limited  capital  remaiuing  the  same.  The 
effect  ill  the  case  suggested  would  be  that  each 
stockholder  would  reduce  his  share,  for  which  he 
has  paid  $100  to  $75,  and  receive  his  part  of  fu- 
ture profits  upon  the  latter  sum.  But  it  is  here 
necessary  to  examine  with  care  a  decision  of  the 
Supreme  Court  of  Massachusetts,  pronounced  by 
its  late  distinguished  chief  justice,  bearing  upon 
this  point.  The  case  is  that  of  the  Salem  Mill 
Dam  vs.  Ropes,  (6,  Pickering  32,)  reaffirmed  in 
(9  Pickering  187),  and  confirmed  in  (10  Pickering 
147).  It  must  be  noticed  that  t^ie  case  arose  up- 
on an  action  against  a  subscriber  for  payment  of 
a  call,  which  was  resisted  on  the  ground  that  his 
subscription  was  conditional,  and  that  such  condi- 
tion had  not  been  fulfilled.  The  charter  was,  that 
the  capital  should  be  $500,000,  and  the  shares  5,- 
000,  of  $100.  Tt  e  directors  had  attempted  to  gu 
on  with  the  business  of  the  company,  when  only 
2,687  shares  had  been  subscribed  The  Court 
held  the  defendant  not  responsible  for  the  call,  and 
the  line  of  reasoning  was  in  substance  this  :  A 
subscriber  has  a  right  to  the  benefit  of  the  ex- 
pectation and  possibility  that  the  whole  of  the 
capital  allowed  by  the  charter  may  not  be  neces- 
sary for  the  object  coutemplated.  If,  then,  when 
the  capital  is  $500,000,  and  the  shares  6,000,  and 
each  share  of  course  $100,  it  should  occur  that 
$250,000  will  suffice  for  the  object,  a  subscriber 
for  one  hundred  shares  will  only  be  called  upon 
to  pay  $5,000  or  $50  a  share.  But  if  the  shares 
areraduct-d  in  number  to  1,600,  each  subscriber 
for  100  shares  must  pay  $10,000,  or  his  utmost 
limit.  This  would  be  against  the  condition  of  his 
subscription.  Again,  every  subscriber  has  a  right 
to  calculate  upon  a  fund  computed  to  be  com 
mensurate  with  the  object,  and  that  each  «f  the 
5,000  shares  should  be  liable  to  a  tax  of  $100,  to 
produce  that  effect.  A  power  to  reduce  the  shares 
to  1,000,  without  a  power  of  taxing  them  beyond 
the  $100,  would  be  a  power  to  expend  $100,000 


which  might  be  totally  insufficient,  aud  might  be 
wholly  wasted  and  loA.  Now,  it  appears  to  me 
that  it  is  inaccurate  to  say  that  these  cases  prove 
that  a  reduction  of  the  number  of  shares  express 
ed  in  a  charter  is  a  violation  ot  that  charter.  It 
is  not  correct  to  say  thjat  they  prove  that  it  is  a 
violation  or  non-fillmc»t  of  a  condition  in  the  con- 
tract between  a  snbsciiber  and  the  company,  the 
terms  of  which  contract  are  found  in  the  charter. 
Then  the  condition  of  the  contract  may  be  waived 
modified,  or  insisted  upon,  at  the  will  of  the  sub- 
scriber, with  the  assehl  of  the  Company.  And 
hence  we  are,  in  each!  particular  case,  to  ascer- 
tain whether  such  wa^  a  condition  of  the  contract, 
and  whether,  if  it  wai,  it  has  been  waived.  In 
this  point  of  view  the  i  question  was  regarded  by 
the  Court,  in  the  case  |of  Lexington  and  W.  Cam- 
bridge 'Jo.  vs.  Chambeirs  (13  Metcalf  311,)  and  iu 
the  Kenebec  Railroad  Co.  vs.  Jarvis,  (34  Maine 
Rep.,  360j.  In  the  last  ease  the  Court  says  that 
the  contract  theie  could  not  have  had  reference  to 
any  certain  number  of  shares  or  certain  amount 
of  capital,  as  fixed  by  \,he  charter,  and  there  is  no 
language  used  in  the  contract  prescribing  the 
number  of  the  shares,  -or  the  amount  of  capi-  '■ 
tal.  ' 

It  may  be  admitted  that  an  increase  of  the  num- 
ber of  shaies,  by  a  reduciiou  of  the  value  of  those 
already    issued,  by  aficciiug   the  amount  of  the 
profits  of  the  holders  as  well  as  the  actual  sum 
represented,  stands  upon  a  similar  footing  to  a  re- 
duction of  shares  which  tends  to  increase  his  \\%r 
bility  or  endanger  bis  advance.     But  the  question 
still,  in  each  instance,  is  one  of  contract  and  au- 
thorization.    Upon  this  question  of  forfeiture  of 
the  charter,  I  have  examined  the  following  cases, 
and  the  result,  in  my  judgment,  is  that  it  is   at 
least  very  doubtful  whether  the  tribunals  of  Con- 
necticut would  determine  this  charter  to  be  for-  -;. 
felted  by  the  adoption  of  this  stock  as  a  pari  of 
the  stock  of  the  company,  by  reducing  the  value  . 
of  the  genuine  shares  iu  the  manner  pointed  out. 
Kellogg  VB.  the  Union  Co.,  12  Conn.  Rep.  7 ,  The 
State  vs.  The  Essex  Bank,  8  Vermont  Rep.  489;  . 
Planters'  Bank  vs.   The  Bank  of  Alexandria,  10 
Gill  and  John  346  ;  Att'y  Gen.  vs.  The  Petersburg 
Railroad  Co.,  6  Tredell,  456 ;  The  People  vs.  Oak-  , . 
land  County  Bank,  1  Douglass,  282 ;  State  of  Mis- 
sissippi vs.  The  Commercial  Bans  of  Manchester, 
6  Smede«  and  Marshall,  233.     See,  also  the  cases 
in  this  State  cited  ia  Angell  9l  Ames,  see  776,  note. 
There  remains  one  point  upon  this  branch  of  th« 
case,  to  which  the  observations  of  counsel  have 
been  to  some  extent  di.vcted,  and  that  is  as  to  the  ° 
effect  of  the   possession   of  a  certificate  merely, 
with  or  without  a  power  to  transfer  annexed  to  or 
accompanying  it.     It  is  conceded,  as  a  rule  very    ' 
general  in  its  extent,  that  for  the  purposes  of  vot- 
ing, or  exercising  any  control  in  the  management 
of  the    affairs   of  such  companies,  a  registration   . 
on  the  books  is  necessary.     Regulations  of  this  . 
nature  are  sometimes  contained  in  the  charter — . 
sometimes  prescribed  in  by-laws,  and  in  our  State  .. 
directed  by  express  statute  as  to  various  iocorpo-  '  ■ 
rations.     It  is  sufficient  here  to  refer  to  the  gene- 
ral statute  as  to  moneyed  corporations — (2  R   S.,  . , 
596,  ^36,  37  and  38,)  and  the  General  Railroad  act 
adopting  them,  (laws  of  1860,  ch.  140,  ^5,)  and  to 
the  case  of  Rosevelt  vs.  Brown — 1  Kernans,  Court 
of  Appeals,  152.     Again,  as  a  general  rule,  it  may 
be  stated  that  such  registration  is  essential  to  re- 
lease an  apparent  owner  from  responsibility  to  the 
call  or  debts  of  the  company.     Sayles  vs.  Blanc, 
14  Queens  B  Rep.  206 ;  Wynne  vs.  Price  3  De  Gex, 
and  Smales  310 ;  Adderiy  vs.  Storms  6  Hill  626  ; 
Worrall  vs.  Judson  6  Barbour's  Rep.  210.     A  oer-  . 
tificate  of  the  ownership  of  shares  issued  to  a  re-  i  ' 
gistered  party,  is,  in  truth,  an  evidence  and  decla-  .". 
ration  of  a  right  of  property  to  the  shares  express- 
ed in  it.     The  power  to  transfer,  which  may  be 
annexed  to  it,  is  immaterial  as  to  the  party's  owa 
title.     It  serves  the  office  of  enabling  him  to  in- 
vest another  party  with  his  own  absolute  right  of 
property,  and  to  obtain   his   recognition   by   the 

[company  as  such.  It  serves  the  purpose  of  eoa-  \ 
bling  such  person  to  transfer  the  same  tight  »nd  ^ 
intsrest  to  another,  and  so  successively.    But  (hif 
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caa  bu  accumpli^licd  by  any  iui>trumeiit  uf  aiu>i^a- 
ment,  and,  iudeed,  by  a  mere  eudors>craeut  ou  the 
certificate — (Commercial  Bank  at  Buffalo  vs. 
Kortrigbt  22  Woudell  362)— that  the  certificate  is 
tlic  substantial  groimd  and  evidence  of  title  aud 
lut«;rest,  and  the  power  to  transfer  but  au  adjunct 
will,!  think,  appear  from  the  following  decisions; — 
In  Dororet  vs.  Rothschild,  (1  Sim.  and  St.  590,)  a 
biir  was  sustained  lor  the  delivery  of  certificates  of 
stock  in  a  loan  to  which  the  plaintiff  had  subscrib- 
ed. In  ex  parte  Barriere  (11  En.  L.  aud  Eq.  Rep. 
128,)  a  party  who  took  a  certificate  of  stock,  with- 
out complying  with  a  by-law  requiring  regis- 
tration, was  held  rospousiblo.  In  Newry  R.  R. 
Co.  vs.  Edwards,  (2  Exch.  Rep.  118,)  a  pcrsou  un- 
d«r  similar  circumstances  was  considcred|a  share- 
holdt-r  from  mere  possession  of  the  scrip.  In  Chel- 
'  tenham  R.  W.  Co.  vs.  Daniel,  (2  Railway  Cases 
728.)  and  the  same  vs.  Mediua,  (ibid  735,)  the 
purchaser  of  scrip  certificates  who  sought  to  get 
•  himseli  registered,  but  accidentally  failed,  was 
hfld  to  be  a  member.  In  Bagshaw  vs.  Eastern  R, 
W.  Co.,  (6  R.  W.  canal  cases  152,  160,)  Chancel- 
lor \yigram  stated  it  as  an  indisputable  proposition 
that  the  l>oidors  of  scrip  certificates  in  tiie  stock 
of  a  company  could  sustain  a  bill  to  prevent  the 
misapplication  of  the  capital.  There  was  an  incho- 
ate right  in  such  persons  to  become  general  share- 
holders.   In vs.  The  Marblehead  Co.,  (10 

Mass.  Rep.  476,)  the  delivery  of  a  certificate  with 
an  eudoruemeut  upou  it  for  valuable  consideration, 
•was  held  sufficient,  and  entitled  the  holder  to  the 
interest  and  title  wheu  the  calls  were  paid  in  full. 
lu   Ashley   vs.   BlaokweU,   (2  Eden   Rep.,  300,) 
where  it  was  hel<l  that  a  company  was  n.;>iK>n8ible 
to  a  party  w  hose  slock  had  been  transfei  red  under 
a  forged  power,  tlje  Lord  Keeper  said  that  the  let- 
ter Of  attorney  was  no  part  of  the  title>  but  only 
an  authority  to  transfer.     The  title  was  xu  admis- 
sion into  tlie  company  as  a  partner  pro  laulo,  he 
aocejuing  the  stock  on  the  conditions  of  tlie  part- 
nership.   The  Utter  of  the  attorney  is  only  the 
aathority    to    the  company  to  transfer.     And   in 
Faiman  vs.  Loback,  (1  DuerRep.,  851,)  thiuCourt 
htld  that  the  holder  of  a  cerliticatc,  with  a  power 
annexed  in  blank,  could  retain  the  securities  for 
moneys   advanced   to  first   pledgee  of  stock,  al- 
though the  owner  had  paid  such  pledgee  in   full. 
The  possession  of  the  documents  gave  tlie  pledgee 
an  c«iuit.ablo  title,  which,  by  filling  u]>  the  iK>wor, 
he  could  couv<'rt  into  a  Kgal  one.    Iiidted,  it 
seems  difticuU  to  avoid  the  couelu-iou  that,  as  be- 
tween immediate  parties,  a  mere  delivery  of  a  cer- 
tificate as  security  upon  obtaining  a  loan  o !  money 
would  be  an  equitable  pledge  of  the  stock,  equiv- 
alent to  an  equitable  mortgage  by  a  deposit  of  a 
lease.     (See  Russel  vs.  Russell,  1  Br.  C.  C,  20H; 
Mooro  vs.  Choate,  8  Simons.  308 ;  Welsh  vs.  Usher, 
2  Hills  ch.  Ca.,  170.)     It  follows  that  the  holders 
of  certificates,  even  as  I  think,  without  powers  of 
transfer,  are  equitably  shareholders  or  members  of 
this  company,  with  a  right  to  authenticato  their 
title   by  procuring  a  transfer  on  the   books.     If 
they  do  not  possess  a  power  of  transfer,   it  will 
only  be  a  diflieulty  of  evidence  to  make  out  their 
right.     The  result  then  is  that  the  plaintiffs  are  en- 
tilled,   under  the  certificate  and  power  taketi  by 
them  from  Mr.  Stevens,  the  President  of  the  com- 
pany, to  be  admitted  as  shareholders  in  the  capi- 
tal of  the  company  in  common  with  all  other  share- 
holders whose  rights  are  admitted  or  shall  be  ad 
milted,  and   that   their  right  is  in  pro|)ortion  to 
suchwhole  number  of  holders  upon  the  allotted  cap- 
ital of  thiHje  millions  of  dollars.    It  will  be  seen 
that  this  view  of  the  rights  of  the  parties  excludes 
any  right  to  sue  for  damages  or  to  sustain  any  ac- 
tion, except  upon  the  ground  of  common  owncr- 
sliip,  unless,  indeed,  the  company  refuse  admis- 
sion.    Whether  in  such  a  case  a  suit  for  dam.iges, 
f*r  a  roandamtfs,  i*  proper,  I  do  not  consider. — 
Since  this  o[*iniun  was  written  I  hare  been  referred 
to  tljo  caso  of  fx  parte  Hassiager,  (2  Ashmead's 
Rt-p.  287.)    That  case  is  strikingly  in  point,  and 
the  line  of  reasoning,  in  several  particulars,  simi- 
lar to  that  I  have  pursued. 

6. — The  last  subject  of  consideration  raised  by 
the  counsel  is,  whether  these  plaintiflfe  are  not  so 


far  chargeable  with  nulico  of  ihe  character  ot'this 
stock,  as  that  upou  that  ground  alone  they  must 
fail  in  this  action.  It  appears  that  Mp.  Ketchum, 
one  of  the  plaiulifis,  was  a  director  and  oflBcer  of  the 
company  at  the  time  of  the  fraudulent  entry  of 
the  !-tock,  and  siuce ;  and  it  is  insisted  that  he 
was  bound  to  know  the  operations  of  the  compa- 
ny, the  position  of  the  books,  and  that  his  know- 
ledge is  that  of  the  firm.  It  is,  as  I  understand, 
admitted  that  he  was  a  stockholder.  The  general 
law  which  I  treated  as  applicable  to  this  case, 
gives  every  partner  an  equal  right  to  the  control 
and  inspection  of.book8,and  charges  every  partner 
with  a  knowledge  of  their  contents.  Besides,  this 
right  belongs  to  every  corporator  by  settled  rule 
of  law.  (Rex  vs.  Shelly,  3,  T.  R.  142;  Rex  vs 
Travanion,  2d  Chilly's  R'ep.  366  and  N.;  Rex  vs. 
Tower,  4  M.  &  S.  16:J.)  Again,  by  an  act  passed 
April  11,  1812,  (Se.»s.  lawb,  1842,  Ch.  165,)  the 
transfer  agent  in  this  State,  of  any  moneyed  or 
other  corporation  existing  beyond  the  jurisdictioo 
of  this  State,  shall  at  all  reasonable  times,  during 
the  hours  of  transacting  business,  exhibit  to  any 
stockholder  of  such  foreign  corporation,  when  re- 
quested by  him,  the  transfer  books'of  such  foreign 
corporation,  and  also  a  list  of  the  stockholders 
thereof,  if  in  his  power  so  to  do.  The  second 
section  imposes  a  penalty  of  S250  for  a  refusal  to 
make  such  exhibition.  It  will  not  escape  rilten- 
tion,  that  the  fraud  in  the  present  case  was  of  the 
most  apparent  and  glaring  character.  On  the  face 
of  the  slock  ledger,  stood  two  entries  of  the  enor- 
mous extent  of  6000  shares  each,  tiansferring  those 
amounts  from  the  transfer  agent  substantially  to 
himself.  And  on  the  page  of  the  ledger  referred 
to  in  this  entry,  is  the  bald  debt  of  10,000  shares 
in  two  iU'ms,  to  the  transfer  agent.  There  never 
was  a  case  of  more  flagrant  neglect  of  all  the  ac- 
ce.ssible  means  of  information  on  the  part  of  a  di- 
rector taking  stock  directly  from  R.  &  Q.  L. 
Schuyler.  When  such  a  ca.se  arists,  it  will  be  dif- 
ficult to  avoid  the  application  of  the  rule  which 
places  a  party  who  has  knowledge  of  a  fraud,  or 
the  path  to  ktiowl«-dge  of  a  fraud,  plainly  before 
him,  in  the  same  position  as  the  criminal  himself 
In  the  language  of  a  Judge,  who,  at  least,  never 
left  a  decision  or  a  proposition  obscure.  "It  will 
be  no  public  detriment  if  my  decree  tends  to  make 
the  directors  of  public  companies  attend  to  the 
business  of  thoso  companies,  and  t<!aches  them  not 
to  leave  the  important  transactions  of  millions  to 
undirected  cl'^rks  and  book-keepers."  (Lord 
Nathington,  2  Eden,  308.)  If  the  consequence  of 
the  neglect  fall  upon  the  director,  instead  of  the 
company,  in  the  loss  of  bis  own  demand,  the  rule 
will  yet  bo  more  equitable  in  its  application  than 
it  was  in  the  case  before  the  Lord  Keeper. 

I  do  not  propose  to  inquire  under  what  if  any 
cireumslances,  a  stockholder  of  the  company,  not 
a  director,  may  be  subject  to  a  similar  imputation 
of  coustrucf ive  notice.  The  field  is  >vide  and  the 
cases  numerous  u[)on  the  question  of  what  shall 
be  sufficient  to  afiect  the  conscience  of  a  pur- 
cha.ser  with  the  couseiiuences  of  the  fraud  of  the 
seller.  In  Ihe  present  case  it  may  be  doubtful 
whether  the  firm  is  bound  by  the  constructive 
knowledge  of  a  member  chargeable  upon  him  as 
director ;  but  in  the  next  place,  the  plaintifls  are 
entitled  to  shelter  themselves  under  ihc  want  of 
notice,  implied  or  actual  in  the  book.  It  does  not 
appear  that  the  bank,  in  its  corporate  capacity,  or 
that  any  of  its  olficers  ou  its  behalf,  held  stock^so 
as  to  entitle  it  to  examine  the  books. 


I  have  thus  endeavored  to  discharge  my  duty 
in  a  case  more  serious  and  important  than  any 
other  which  it  has  been  my  lot  to  determine.  No 
one  can  bo  moro  conscious  than  myself  of  my  own 
inability  to  raoet  its  difficulties  and  dissipate  its 
darkness.  N»  one  could  bestow  more  anxious 
thought  and  solicitude  to  decide  it  righteou.sly.— 
I  humbly  trust  that  the  hope  which  I  have  imbibed 
from  the  source  of  all  truth  and  peace  may  be 
realized,  and  that  this  fierce  struggle  may  end  like 
the  contest  for  the  wells  of  springing  water  between 
the  servants  of  Isaac  and  the  herdmen  of  Qerar, 
when  the  stream  of  the  fountain  of  Reboboth  »Qd 


the  fruittuluess  of  the  land  followed  and  rewardeii 
the  submission  of  the  patriarch. 
The  complaint  must  be  dismissed  with  costs. 

It  strikes  us  that  the  two  points  of  the  Judge's 
opinion  do  not  harmonize.  In  the  first  place,  he 
decides  that  had  the  stock  been  valueless,  then 
the  plaintiff  would  have  had  good  cause  of  action. 
Where  there  is  a  mutual  mistake  as  to  the  nature 
or  quality  of  the  subject  matter  of  construction,  a 
court  of  justice  will  restore  parties  to  tteir  origi- 
nal  relations.  It  will  also  give  relief  where  there 
has  been  a  partial  failure,  as  in  the  case  of  the 
Navy  Bill  above  cited.  Now  the  case  under  con- 
sideration is  an  almost  exact  parallel  to  that 
above.  The  plaintiflTs  purchased  of  the  defendants 
370  shares  of  the  New  York  and  New  Haven  Rail- 
road Company's  stock,  the  par  value  of  which 
purported  to  be  one  hundred  dollars.  Both  par- 
ties to  the  transaction  supposed  them  to  be  what 
they  purported  to  be  on  their  face.  But  the  ocer- 
issjies  having  been  previously  made,  they  repre- 
sented a  value  of  only  about  sixty  dollars.  Now 
there  being  a  mutual  mistake  as  to  the  legal 
value  of  the  shares,  we  cannot  see,  according  to 
Judge  Hoffman's  doctrine,  why  they  were  not  en- 
titled to  recover  the  difference  between  the  real 
and  supposed  value  of  the  shares.  If  so,  the  suit 
was  improperly  dismissed.  It  strikes  ns'that  the 
two  points  of  his  opinion  are  at  a  dead  lock. 

The  whole  decision  is  a  labored  one,  and  does 
not,  we  think,  take  the  most  obvious  vii-tv  to 
the  same  conclusion — the  liability  of  the  c.  -rapa- 
ny.  If  they  are  held,  we  think  it  will  be  eu  the 
ground  that  the  company  constructively  assent- 
ed to  his  frauds,  and  consequently  are  bound  by 

them.  There  are  very  grave  objections  to  Judge 
Hoffman's  view  of  the  case.  The  object  of  defin- 
ing by  statute  the  number  and  value  of  shares 
into  which  the  property  of  a  company  shall  be  di- 
vided, is  to  protect  the  rights  of  the  various 
members.  When  a  person  goes  into  a  company, 
he  naturally  wishes  to  know  the  limit  of  his  own 
liability  and  of  the  powers  of  the  company.  If 
there  be  no  such  limit,  as  Judge  Hoffman  decides 
there  is  not,  people  will  be  very  careful  in  future 
how  they  go  into  joint  stock  companies.  We  pre- 
sume an  appeal  will  be  taken  from  his  decision, 
which  renders  further  remarks  unnecessary. 

Hartford,  Providence  and  FIsUIkIII  R.  R. 

The  earnings  from  fifty  miles  of  the  Hartford 
Providence  and  Fishkill  Railroad,  in  operation 
from  June,  1863,  to  October  1    1864: 

Amounted  to S179,048  65 

The  regular  working  expenses  were. .      63,560  02 


Net  earnings  16  months $115,498  63 

Of  the  earning,  over  one-half  (S98,031)  was 
from  passengers,  and  $72,313  for  freight.  The  re. 
ccipts  of  the  Company  from  all  sources  from  June 
1,  1853,  to  October  1,  1854,  were, $1,820,240  84, 
of  which  $622,792  were  from  sales  of  bonds,  and 
$60,560  from  stock.  The  payments  during  the 
same  period  have  been  $1,746,099  41,  leaving  on 
hand,  cash,  $71,141  43, 

The  net  earnings  for  the  past  four  years  are  thus 
stated  : 

Net  earnings,  1860-1851....^. $55,101  83 

Net  earnings,  1861-1862 60,119  04 

Net  earnings,  1852-1853 69,629  62 

Net  earnings,  1853-1864 86,623  97 

The  floating  debt  of  the  Company,  the  amount 
ne«ded  to  complete  the  stations,  gradlofs,  pia^ 
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oats,  &.C.,  amounts  to  S472,650  over  the  arailable 
means  of  the  Company. 


Arkansas. 

We  have  the  recent  message  of  the  Governor  of 
this  Stat«  with  accompanying  docnmenta.  They 
cover  a  period  of  two  years.  From  them  we 
learn  the  Jlodting  debt  of  the  State,  which  amount- 
ed, two  years  ago,  to  $175,761  has  been  extin- 
guished, or  nearly  so;  that  the  State  revenue,  by 
the  present  laws,  is  amply  sufficient  to  meet  the 
current  expenditure.  According  to  the  last  cen- 
sus, taken  January  1,  1864,  the  population  of  62 
counties— Scott  and  Polk  not  heard  from — was, 
Whites  187,224 ;  Free  colored  persons,  614,  and 
59,979  slaves.  The  lands  under  cultivation  in  49 
counties,  were  256,666  acres  in  cotton,  and  600,- 
613  in  grain;  the  whole  producing  160,779  bales 
of  cotton,  11,636,969  bushels  of  com,  3J2,635 
bushels  of  wheat,  and  1,040,206  bushels  of  oats. — 
The  manufacturing  interest  is  weak,  as  the 
amount  of  capital  thus  invested  in  49  counties, 
was  only  S16,220.  The  Governor  recommends 
the  prohibition  of  all  bank  bills  below  the  denom- 
ination of  five  dollars.  _      ^  ■ . 

FINANCES    OF    TH£    STATE. 

The  greater  portion  of  the  Message  is  occupied 
with  the  discussion  of  the  funded  debt  of  the  State 
which  has  been  created  to  establish  her  banking 
institutions.  The  "  Real  Estate  Bank"  was  the 
first  of  these,  to  start  which  the  State  issued  bonds 
to  the  amount  of  over  a  million  and  a  half  of  dol- 
lars, receiving  from  the  stcckholders  as  security 
141,980  acres  of  land  valued  at  $2,603,932.  It 
appears  that  interest  was  regularly  paid  on  these 
till  July  1,  1841,  since  which  time,  nothing  far- 
ther has  been  done  by  the  Bank  to  mdet  either 
the  principal  or  interest. 

In  like  manner,  the  State  issued  600  more  bonds 
of  $1,000  each  to  establish  a  Branch  Bank  to  the 
above  institution,  and  received  in  return  a  mort- 
gage of  65,121  acres  of  land  valued  at  $776,840. 
It  was  distinctly  specified  in  the  charter,  that  these 
bonds  wore  not  to  be  deposed  of  at  less  than  par, 
but  in  violation  of  this,  they  were  hypothecated 
to  the  "North  American  Trust  and  Banking  Co.," 
and  the  entire  sem  thus  obtained  was  $122,389. — 
Of  any  of  these  bonds  the  State  has  never  since 
been  abl«  to  get  posseesion. 

In  April,  1842,  when  the  Bank  failed,  the  as- 
sets of  tlie  Bank  were  stated  to  be  $2,405,966,  and 
its  liabtlities  $2,230,986,  or  nearly  $175,000  less 
than  the  assets.  Since  this  period,  however,  the 
officers  of  the  State  have  been  excluded  from  all 
participation  in  or  knowledge  of  the  management 
of  the  concern.  The  Governor  states  it  as  his  con- 
viction, that  the  liabilities  of  the  Bank  are  now 
nearly  $1,000,000  greater  they  were  in  1842,  leav- 
ing the  instilntion  consequently  $£00,000  worse 
th«u  nothing. 

:  Of  these  1,530  bonds  the  trustees,  into  whose 
hands  the  asssts  had  been  committed,  hold  179, 
leaving  1,351  yet  outstsnding.  The  interest  on 
these  up  to  the  l9t  of  October  last,  amounted  to 
$1,031,242;  added  to  which  are  the  sums  of  $122,- 
389  obtained  on  the  hypothecated  bonds,  and 
$225,666  interest  on  the  bonds  to  same  date. — 
Consequently,  the  entire  State  debt  on  account  of 
the  Real  Estate  Bank  is  $2,607,909.  falling  due  in 
October  1861.  To  meet  this,  she  possesses  207,101 
»a9»  of  land  valued  by  comousaiooers  under  oath 


at  $3,380,772.  The  Governor  hopes  that  by  the 
time  the.se  bonds  mature,  in  consequence  of  the 
enhanced  value  of  property  caused  by  railroads 
and  increase  of  population,  the  State  will  be  able 
to  pay  not  only  all  the  debt  and  th^'  interest  on  it, 
bat  can  "yield  to  every  stockholder  a  surplus 
equal  to  the  present  market  value  of  his  mortgag- 
ed bond."  "^'-l^i'-.^^Jl::/ 
In  1836,  the  State  issued  5  per  cent,  bonds  to 
the  amount  of  $169,000,  and,  in  the  following  year 
0  per  cent,  bonds  to  the  amount  of  $1,000,000,  the 
former  payable  at  50,  the  latter  "at  .SO  years,  to  es- 
tablish the  Batik  of  the  Stale  ojUirhansas.  Of  the' 
five  per«cent.  bonds,  132  have  been  redeemed  by 
the  State  and  cancelled,  and  of  the  six  per  cents 
98,  leaving  unredeemed  of  both  kinds  989  of 
$1,000  each.  The  interest  unpaid  by  the  Bank  on 
these  up  to  Ist  of  October,  1854,  wa.«>S7 13,065,  mak- 
ing with  the  principal  $1,652,665,  due  on  account 
of  this  bank.  Of  this  &um  $448,510  were  due,  at 
same  date,  by  the  Real  Esute  Bank  to  the  Bank 
of  Arkansas,  and  are  iaclud*;d  among  the  liabili- 
ties of  the  former  concern.  .The  latter  has  suc- 
ceeded in  reducing  its  liabilities  to  some  extent, 
so  that  the  amount  of  its  present  indebtedness  is 
about  $1,180,911,.  To  meet  this  the  remaining 
assets  of  the  Bank,  con.si.sting  of  lands,  town-lots, 
&.C.,  taken  by  the  Bank  in  payment  of  debts,  are 
liable.  These,  the  Governor  thinks,  will  reduce 
the  balance  of  the  debt  to  not  over  a  million  at 
furthest;  the  property  of  the  Renl  Estate  Bank 
paying  its  way  in  full,  and  the  Suite '.-•  lloaUng  debt 
being  now  almost  extinguished.        ',  ,    -       j 

aECAPlTCLATION     OF     THK      INDEETEDNESg    OP     THB 
STATE,  1st  OcTOBEli,    1854. 

1,351  six  per  cent,  bonds  due  Oct.,  1861, 

$1,000 $1,351,000 

Interest  on  do -.. 1,031.242 

Amount  received  cu  hypothecated  bonds      122,389 
Interest  on  bonds 226,6G6 


Total  on  account  Real  Estate  Bank.  .$2,609,909 
37  five  per  cent,  bonds  due 

1887,  $1,000 37,000 

902  six  per  cent.        "        "...  .902,000 
Interest  on  do ,.••...». ..713,665  ....,,  ,. 


Total  on  account  Bark  of  Ar- 

KADSiUfe  ■•••  ■•••  ••••  •«« 
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.$1,652,665 


Total  debt $4,260,574 

Value  of  lauds  Mortgaged  by  Real  Es- 
tate Bank 3,380,772 

Debts  due  State  Bank  of  Arkan- 
sas by  do $448,610 

Payments  made  on  accoant  by 

State  Bank  of  Arkansas 23,244.;,  /=  I 

Lands  &c.,  held  by  State  from 

do.  worth  (say) 180,911    $652,665 

In  reference  to  the  payment  of  the  debts  of  the 
State,  the  Governor  says : 

The  State  of  Arkansas  will  never  repudiate  her 
just  debts.  She  will  honestly  pay  them  all  when- 
ever she  can  command  the  means.  When  the 
bonds  of  the  State  were  issued  to  the  Real  Estate 
Bank  of  the  State  of  Arkansas,  it  was  never  in- 
tended that  the  peo[»Ie  should  be  taxed  to  pay  the 
bonds  or  the  interest  on  them,  but  on  the  contra- 
ry, as  required  by  law,  the  stockholders,  (for  se- 
jeurity  to  the  State  and  bondholders,  for  the  pay- 
ment of  the  bonds  and  the  interests  on  them) 
mortgaged  to  the  State  207,101  acres  of  laud, 
valued  by  commissioners,  under  oath,  at  $3,380,- 
772  38.  These  lauds  i -rabrace  many  of  the  best 
and  most  valuable  plantations  in  the  State.  The 
State  has  not  yet  resorted  to  these  mortgaged 
Lmds  to  raise  money  to  p.iy  the  interest  due  on 
the  bonds,  and  it  is  deemed  safe  policy  to  let 
them  remain  undisturbed  until  the  large  amoimt 
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of  assets  placed  iu  the  hands  of  trublees,  iluoker 
the  deed  of  as.iigument,  shall  have  been  acof>nnu-d 
for  and  every  dollar  wliieh  can  be  realized  from 
the  ass«ts,  t>acrSdly  applied  towards  paying  U»e 
debts  of  the  bank.  After  the  asseis  shall  have 
been  accounted  for  iuid  so  applieci,  the  balaace  of 
the  debt  could  be  ascertained  and  proper  measur- 
es adopted  to  secure  the  honest  payment  of  every 
dollar  of  it  without  resorting  to  taxation  for  that 
purpose. 

[It  strikes  us  that  this  is  rather  cold  comfort  for 
Ihe  creditors,  wlio  have  waited  some  twelve  years 
without  receiving  a  penny  cither  as  interest  or 
principal.  For  aught  appears  to  the  contrary,  as 
many  more  may  elapse  before  any  thing  fwttier 
will  be  done.  At  the  same  time,  the  State  has 
recently  receiv2d  as  a  gratuity,  and  still  holds 
nearly  10,000,000  acres  of  land,  enough  to  pay 
the  State  debt  twice  over.  The  holders  of  the 
State  bonds  would,  we  have  no  doubt,  be  glad  to 
receive  what  is  due  them  in  land.  The  absence 
of  any  intention  shown  of  making  such  appro^ria- 
tion,  is  a  disagreeable  intimation  that  the  credi- 
tors Kust  continue  to  look  to  the  assets  of  Uic  ex- 
plodcdBauk  for  their  pay.] 

"-  ■      RAILROADS.  ,      i'l    ,.   ;' 

The  sparseness  of  the  population  in  tlio  State, 
places  it  beyond  the  means  t)f  the  iKiople  to  con- 
struct a  Railroad  without  aid  from  abroad-  To 
idake  up  for  the  Lick  of  domestic  means,  tlije  Gov- 
ernment of  the  United  States  granted,  by  an  act 
of  Coivjoes.s.  dated  February  9,  1853,  the  right  of 
way  and  alternate  sections  of  six  miles  iu  width 
on  each  side  of  the  lin'^,  for  the  construction  of  a 
Railroad  from  the  junction  of  the  Ohio  and  Mis- 
sis.sippi  river  opposite  Cairo,  via  Little  Kock,  to 
the  Texas  boundary  near  Fulton,  with  branches 
from  Little  Rock,  to  Fort  Smith  on  tke  Western 
Doundary  of  the  State,  and  from  Little  Rock  to 
the  MtHsissippi  river.  For  the  purpose  of  con- 
structing the  road  contemplated  by  the  above 
grant,  three  companies  have  been  organized. — the 
Cairo  and  Fulton,  the  Arkansas  Pacific  and  the 
Little  Rock  and  Fort  Smith,  branches  of  the  Cai- 
ro and  Fulton  Railroad. 


■If- 


CAIRO  AND  rrriTON  railroad. 

This  company  was  organized  April  13,  1863, 
and  have  completed  a  survey  of  tho  line  of  their 
proposed  road.  Its  entire  length  is  301  miles. — 
The  route  surveyed  exceeds  an  Air  Line  between 
Cairo  and  Fulton  by  only  6} 3  miles.  It  will  be  » 
prolongation  of  the  leading  line.s  of  roads  through 
the  States  adjoining  the  Oliio  river.  A  uniform 
gauge  of  5|.2  feet,  is  fixed  by  law  in  all  the  trans 
Mississippi  States.  The  8tr^ei>est  grade  on  tho 
road  is  b2}.y  feet  to  the  njle,  about  fonr-ftfths  of 
the  entire  lina  being  eithe^  level  or  at  less  gradi- 
ents than  30  fwct  to  the  rajle.  No  curve  is  of  less 
radius  than  6,700  feet,  ;^nd  the  greater  part  of 
double  that  length.  In  tl^e  North  Eastern  Divi- 
sion the  line  is  for  over  50  miles  perfectly  straight. 
In  the  middle  andSouthefu  parUi  where  the  river 
crosses  numcroos  rivers  aod  their  water  sheds,  the 
works  will  necessarilly  be  more  exi)en*ive.  The 
Arkansas  is  to  ba  crossed  at  Little  Rock  by  a 
bridge  1,220  feet  long,  and  57  above  tlic  surface  of 
the  water.  Materials  for  grading,  bridging,  &c. 
arc  abundant  and  accessible  ;  and,  iu  niany  in- 
stances, lands  have  been  gratuitously  surrendered 
to  the  company  by  the  proprietors  along  the  line. 

The  following  is  a  summary  of  the  estimated 
cwt  of  the  work : 
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For  grading,  masonry,  and  bridging. .  .$2,179,489 

For  laying  track 2,950,967 

For  depots,  water-stations  and  turn-outs       491.400 

For  locomotives 288,0()0 

For  cars 218,800 

For  engineering  and  construction 245,146 


Total S6,373,802 

Or  021,176  per  mile. 

The  oflScers  for  the  present  year  are,  Roswell 
Beebe,  Preaident,  Va^niel  Ringo,  Vice- President, 
William  B.  Wait,  Tz-fiJurer. 

LITTLE  ROCK  AND  PORT  SMITH  BRANCH,  AND  ARKAN- 
SAS    PACIFIC    RAILROAD. 

Crossing  the  above  line  nearly  at  right  angles, 
in  the  Capital  of  the  State,  are  two  branches  ex- 
tending from  Little  Rock  to  the  Mississippi  river, 
and  from  Little  Rock  to  Fort  Smith  respectively. 
These  will  form  a  continuous  line  from  the  South 
East  to  the  North  West  of  the  State,  or  almost 
parallel  with  the  Arkansas  river.  Congress  has 
made  similar  appropriations  to  these  as  to  the 
main  line,  and  it  is  recommended  to  the  State  Le- 
gislature to  invest  500,000  acres  of  swamp  land  as 
stock  in  each  of  these. 

For  the  road  to  Fort  Smith,  two  lines  are  pro- 
posed— one  following  up  the  Arkansas, — the  oth- 
er branching  off  from  the  Main  Hue  some  distance 
north  of  Little  Rock.  The  former  of  these,  the 
Arkamas  Paoific  is  148  miles  long.  The  other, 
the  Little  Rock  and  Fort  Smith,  154  miles.  The 
two  roads  would,  however,  uuitc  upon  a  common 
Hue  for  about  84  miles  east  of  Fort  Smith. 

The  estimated  cost  of  the  Little  Rock  and  Fort 
Smith  road  to  a  point  of  junction  with  Arkansas 
Pacific  is  as  follows  ; 

Graduation,  bridging  and  masonryi $587,309 

Superstructure  and  fencing 896,660 


Total 81,483,969 

Cost  per  mile  S17,608. 

Tke  estimated  cost  of  the  road  from  Fort  Smith 
to  the  junction  with  the  experimental  line  of  the 
Cairo  and  Fulton  Railroad  is  as  follows  : 

Graduation,  bridging  and  masonry S815,653 

Baperstruction  and  Fencing 1,645,126 


Total  cost  of  1633^  miles $2,460,778 

Cost  per  mile  $16,005 
The  estimates  for  rolling  stock  are ....       137,900 

Depots,  workshops,  &c 150,000 

Engineering  and  contingencies 72,100 


$360,000 


Makingthe  aggregate  cost $2,820,778 

Cost  per  milo 18,350 

According  to  the  report  of  the  Chief  Engineer 
of  the  Arkansas  Pacific  Railroad,  the  estimates  for 
its  construction  are  as  follows : 
Graduation,  Bridging  and   masonry  from 

Fort    Smith     to    Dardanelle,      74^ 

miles $436,720 

Graduation,  bridging  and  masonry  from 

Dardanelle  to  Little  Rock,  72>^  miles.    541,095 

Bridge  over  Arkansas  river 140,000 

Buperstrnction  and  right  of  way 1,134,360 

Rolling  stock,  depots,  stations  &c 210,800 

Engineering  and  contingencies 100,000 


kansas ;  besides  half  a  million  more'  claimed,  but 

hitherto  disputed.  As  private  claims  exist  on 
many  of  these  which  were  previously  granted  by 
the  General  Government  to  several  parties,  the 
Governor  thinks  that  8  millions  may  be  reckoned 
en  with  certainty  as  coming  from  that  source.  Up 
to  October  1,  1854,  tho  State  had  actually  receiv- 
ed of  these,  6,567,051  acres. 

To  take  charge  and  dispose  of  these,  the  Legis- 
lature created  two  successive  Boards  of  Commis- 
sioners, who  had  sold,  up  to  the  above  date,  1,- 
504,223  acres.  To  realize  on  the  remainder  of  the 
lands,  the  State  borrowed  money  for  which  she  is- 
sued swamp  laud  scrip  or  certificates  secured  by 
certain  portions.  •  These  claims  on  the  donated 
lands  were  disposed  of  to  the  amount  of*  $1,283,- 
951.  Of  this  sum  there  have  be«n  redeemed  $607, 
243,  and  tho  scrip  paid  into  tho  State  Trea-oury, 
leaving  a  balance  of  $676,707  still  unredeemed. — 
To  meet  this  wou'd  roquire  1,363,415  additional 
acres  of  laud,  reckoning  their  value  at  60  cents  an 
acre.  These  added  to  thoso  formerly  sold  make 
a  total  of  2,857,640  .-icres  whose  proceeds  have 
been  paid  into  tho  State  Treasury  in  some  shape. 
Deducting  these  from  tho  number  actually  receiv- 
ed from  the  United  States,  leaves  a  balance  of 
2,709,400  acies  more  than  will  be  required  to  meetl 
the  unredeemed  scrip  now  outstanding,  besides  2,- 
500,000  yet  expected  from  the  General  Government. 
Reckoning  thoso  at  only  50  cents  au  acre,  the  va- 
lue of  the  whole  would  be  considerably  over  two 
millions  and  a  half,  besides  the  sum  which  the 
State  has  already  received  from  this  source. 

In  addition  to  the  above,  the  General  Govern- 
ment has  granted  about  2,211,840  acres  of  land  to 
aid  in  the  construction  of  the  several  roads  named 
in  this  article  making  the  whole  amount  of  the  re- 
cent grants  to  the  State  equal  to  at  least  10 ,200,- 
000  acres. 

STATE  REVENUES. 

The  State  Revenue,  according  to  the  State  Trea- 
surer's Report,  for  the  last  two  years  has  been  as 

follows :  ••  '  • .  .y-    "■  '/'  .  < 

I       Treasnry 

WaiTauts.       Specie.  Total. 

Amt.  rec'd  4th 
quarUr  of  1852.861,784  88  $28,082  85  $79,767  73 


Ist 

1853.   276  89 

1  38 

276  77 

2d 

"  .  3,353  88 

55 

3,364  43 

3d 

•'  .  5,381  23 

•  •  •  • 

6,381  23 

4th 

"  .   6,963  63 

1  76 

6,966  28 

1st 

1864.  10,424  38 

77  22 

10,5U1  60 

2d 

•'  .  47,470  66 

49,522  62 

96,992  88 

3d 

it 

•        •  •  *  • 

10  26 

10  76 

Total    revenue 

for  2  years. .  .  .$125,653  96$77,696  23$203,36U.18 
Of  the  State  Warrants  given  above  at  Ist  Octo- 
ber, 1852,  a  balance  was  outstanding  amounting 

to $58,833  43 

Amount  issued  to  30th  June,  1864 116,918  31 


Total  cost $2,422,966 

Cost  per  mile  $16,472 

"thk  swamp  land." 
By  an  act  of  Congress  passed  September,  1850, 
panting  certain  swamp  lands  to  several  West- 
em  States,  about  8}^  million  of  acres  have  been  re- 
QOHiLjueQded  for  coDfirmation  to  tbe  State  of  Ar-], 


Total $176,761  74 

Of  these  the  amount  above  given  has  been 

Received  by  Sheriff  on  account  tax.  .$126,653  95 

Received  on  Auditor's  sale 10,831  30 

Received  on  State  Secretary's  sale.. .  32  60 

Amount  redeemed  by  Treasurer  with 

specie 38,862  15 


$176,379  98 


Balance  outstanding  30th  Sept  '54 $371  76 

The  Legislature  has  only  bienial  sittings,  and 
their  public  reports  cover  a  period  of  two 
years. 


Baltimore  antl  Olilo  Railroad. 

This  company  are  in  trouble  with  the  city  of 
Wheehng.  The  former  and  the  Ohio  Central  pro- 
posed forming  a  connection  about  four  miles  be- 
low the  city,  for  the  interchange  of  freight,  though 
both  terminate  in  the  city.  This  coonection  the 
Wheeling  people  oppose,  as  hostile  to  their  inter- 
est, and  have  procured  an  injwnction  to  prevent 
its  accomplishment.  They  say  that  they  helped 
to  build  the  road,  and  the  charter  does  not  con- 
template the  formation  of  any  connection  except 
at  the  city,  and  that  the  acts  of  the  company 
would  violate  the  charter  of  their  rights.  The 
following  is  a  copy  of  their  injunction; 

"Ordered,  That  the  Baltimore  and  Ohio  Bail- 
road  Company,  its  officers,  agents  and  servants  be 
and  are  restrained  and  enjoined  from  lending  or 
advancing  to  the  Central  Ohio  Railroad  Company 
any  bonds  of  the  North  Western  Virginia  Railroad 
Company,   now  held  by  the  Baltimore  and  Ohio 
Railroad  Companyj  also  from  proceeding  to  carry 
into  effect  the  contract  mentioned   in  such  Bill, 
between  tho  Baltimore  and  Ohio  Railroad  Compa- 
ny and  Central  Ohio  Railroad  Company,  or  any 
such  contract,  agreement,  arrangement  or  under- 
standing, between  the  two  last  named  Companies 
(or  their  respective  officers  or  agents   or  any  of 
them),  by  virtue  or  in  pursuance  whereof  the  one 
of  those  two  companies  is  to  receive  from  or  de- 
liver to  the  other,  at  or  near  Benwood,  in  said 
Bill  mentioned,  freight  or  passengers  carried  on 
the  Railroad  of  either  of  them,  or  by  virtue  and 
in  pursuance   whereof  the  Baltimore    add    Ohio 
Railroad  Company  are  constructing,   or  to  con- 
struct or  complete  any  such  work  or  structure  at 
or  near  Benwood  aforesaid  as  are  hereinafter  men- 
tioned and  forbidden,  or  to  use  the  same  for  the 
transportation  of  freight  or  passengers,  or  to  use, 
employ,  run,  build,  or  own  (in  whole  or  in  part, 
solely  or  with  any  other)  any  such  steamboat  as 
in  said  bill  is  mentioned,  or  to  make  any  such 
loan  as  aforesaid ;  also  from  doing  any  such  acts, 
whether  in  pursuance  of  such  a  contract,  agree- 
ment or  understanding  as  last  aforesaid  or  not, 
and  from  constructing,  making  or  completing,  or 
causing  to  be  made,  constructed  or  completed  at 
ar  near  Benwood  aforesaid,  or  at  or  near  the  Ohio 
river  below  the  said  city  of  Wheeling,  any  wharf, 
pier,  embankment,  filling,  wall,  road  bed,  or  other 
structure  within  or  below  the  banks  of  the  East- 
em  bank  of  the  Ohio  river,  and  within  low  water 
Hue  of  the  western  shore  of  said  river,  and  from 
placing,  laying  down  or  using,  directly  or  indi- 
rectly on  any  such  wharf,  pier,  filling,  embaak- 
ment  or  other  structure,  any  railway  track   or 
tracks,  and  from  connecting  any  such  structure  or 
work  with  the  Baltimore  and   Ohio  Railroad,  or 
the  main  track  thereof,   by   means  of  a  railway 
track  or  tracks,  or  otherwise,  and  from  building, 
owning,  equipping,  running,  employing  or   using, 
(in  connection  with  the  Central  Ohio  Raiiroad 
Company  or  otherwise,)  any  steamboat  for  tranc- 
porting  or  ferrying  freight  or  passengers  (or  eith- 
er) across  the  Ohio  river  at  or  near  Benwood  afore 
said  ;  also  from  receiving  or  delivering,  at  or  near 
the  same  place  .goods,  wares,  merchandize  or  other 
freight  or  passengers,  to  be  carried  on  the  Central 
Ohio  Railroad,  or  which  shall  have  been  carried 
on  that  road ;  and  from  making  any  expenditure 
of  money,  constructions,  arrangement  of  trains, 
management,  working  or  business  of  tbe  said  Bal- 
timore and  Ohio  Railroad,  designed  or  tending  to 
cause  or  induce  freight  or  passengers  brought  from 
or  designed  to  be  transported  on  the  said  Central 
Ohio  Railroad,  or  to  the  Ohio  river,  to  be  receiv- 
ed on  or  delivered  from  the  Baltimore  and  Ohio 
Railroad  at  or  near  Benwood  aforesaid  ;  and  also 
from  forming  any  connection  by  direct  ferriage  or 
otherwise,  between  the  Baltimore  and  Ohio  Rail- 
road and  the  Central  Ohio  Railroad ,  or  in  tbe  bu- 
siness of  transportation  thereon  (by  the  method 
described  in  exhibit  B.  filed   in  the  said  bill  er 
otherwise)  at  er  near  Benwood  aforesaid. 
But  this  order  shall  not  take  effect  until  bonds 
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be  given  by  the  complaiDant,  payable  to  the  said 
Baltimore  and  Ohio  Railroad  Company,  in  the 
penalty  of  seronty-flve  thousand  dollars,  which 
bond  shall  be  properly  executed,  under  the  corpo- 
rate seal  of  the  said  city  of  Wheeling  fully  author- 
ised by  a  legal  and  competent  order  of  the  Coun- 
cil of  said  city  of  Wheeling,  to  execute  and  deliv- 
er said  bond,  or  said  bond  may  be  given  by  any 
person  competent  to  give  bond,  but  in  either  case 
with  sufficient  security,  who  shall  testify  to  their 
iufficiency  for  the  amount  aforesaid,  which  bonds 
in  either  event  shall  be  conditioned  to  pay  to  said 
Baltimore  and  Ohio  Railroad  Company^  all  such 
damages  and  costs  as  may  be  awarded  to  said 
Company,  or  ta  it  may  sustain  and  incur,  in  case 
the  same  shall  be  dissolved,  or  shall  appear  to 
have  been  improperly  awarded. 
Signed,  Geo.  W.  Thompson." 

In  reference  to  the  above  the  Baltimore  Ameri- 
calhays: 

We  are  reluctantly  compelled  to  admit  that  the 
control  of  the  Baltimore  and  Ohio  Railroad  no 
longer  rests  with  those  who  have  expended  their 
means  and  gone  throngb  long  years  of  trial  and  of 
exertion  to  secure  its  construction— that  Baltimore, 
though  she  has'a  score  of  millions  invested  iu  it, 
and  her  most  important  interest  intimately  de- 
pending upon  it,  is  yet  a  secondary  power  in  its 
management,  subject  to  all  the  obstructions  and 
obstacles  that  Wheeling,  through  a  jealous  spirit, 
aided  by  the  stringent  application  of  the  techni- 
calities of  the  law,  may  be  able  to  raise  up.  The 
language  of  the  order  not  only  forbids  the  con- 
struction of  a  railway  track  to  the  river  at  Ben- 
wood,  ^vith  the  necessary  piers  and  landing,  but 
prohibits  the  taking  up  or  landing  of  passengers  or 
freight  at  that  point,  or  the  consummation  in  any 
other  way  of  a  connection  there  with  the  Central 
Ohio  road.  Wheeling,  in  effect,  says-"  Your  through 
passengers  and  freight,  though  it  unnecessarily 
detains  the  one  against  their  will,  and  adds  to  the 
charges  upon  the  transportation  of  the  other,  shall 
pass  through  this  city.  Our  hackmen,  our  por- 
ters, and  our  hotel  keepers  shall  have  an  opportu- 
nity to  exact  their  charges  from  passengers,  and 
our  draymen  must  have  the  benefit  of  tranship- 
ping your  freight.  Our  position  and  the  stringen- 
cy of  the  bargain  by  which  we  permitted  you  to 
reach  the  Ohio  river,  put  this  in  our  power,  and 
we  are  determined  to  exact  the  pound  of  flesh 
named  in  the  bond."  This  in  plain  words  is  the 
position  of  W helling.  She  has  learnt  of  Erie,  and 
follows  out  the  example,  without  reference  to  her 
present  good  fame  or  to  her  welfare,  which  is 
sure  hereafter  to  be  injured  by  her  present  con- 
duct. 

Such  is  the  result  that  follows  the  yoking  of  a 
commercial  enterprize  with  municipal  corpora- 
tions. Any  assistance  rendered  by  such  is  too  apt 
to  be  exerted  against  the  interest  of  the  former. 
We  regard  it  a  misfortune  for  a  railroad  conapany 
to  have  anything  to  do  with  corporate  or  munici- 
pal bodies.  Political  and  selfish  considerations 
are  almost  certain  to  coatrol  the  action  of  such, 
of  which  the  Baltimore  and  Ohio  Railroad  have 
had  more  than  one  example. 

The  attempt  to  fleece  commerce  by  compelling 
it  to  perform  a  useless  journey,  as  in  the  above 
instance,  or  in  breaking  bulk  from^r  to  car,  as 
was  recently  attempted  at  Erie,  is  as  much  an\ct 
of  barbarism,  as  for  the  feudal  lord  to  exact  a  toll 
upon  persons  or  property  passing  over,  or  near 
his  domain.  It  is  simply  an  exercise  of  might 
against  right.  There  has  beea  a  good  deal  of  this 
kind  of  buccaneering  in  several  of  the  States, 
though  it  is  gradually  being  shamed  out  of  exist- 
ence. A  number  of  southern  roads  have  been 
obliged  to  purchase,  at  a  high  cost,  the  right  to 
carry  property  Untaxed  through  the  cities  they 
traverse;  as  witness  Augusta,  Macon,  and  other 
plaoM.    Th«  people  of  Wheeling  claim  to  exercise 


a  similar  act  oi'  succrti^ntij.  We  trust  they  will 
be  disappointed.  We  hope  they  will  be  compelled 
to  find  some  other  way  to  employ  themselves  than 
by  obstructing  the  bu-^iness  operations  of  the 
country.  They  should  remumber  the  fate  oi  Erie, 
a  town  which  literally  stinks  in  the  nostrils  of 
every  honest  man,  and  which  destroyed  a  bright 
prospect  of  future  growth  and  prosperity,  as  well 
as  present  advantage,  by  her  outrageous  course. 
"Free  trade"  in  railroads  is  the  only  truo  policy, 
and  if  a  town  does  not  happen  to  tie  upon  the 
routes  of  commerce,  it  is  the  height  of  folly  and 
wickedness  to  oblige  suclj  routes  to  bend  to  her 
advantage.  Railroads  have  greater  objects  than 
to  be  used  to  sustain  the  fortunes  of  a  rotten 
borough,  or  as  a  means  of  supporting  those  who 
have  not  the  capacity  to  help  themselves,  or  to  be 
made  the  instruments  of  private  or  selfish  ends, 
and  what  is  more,  they  cannot  be  so  used. 

Public  opinion  soon  corrects  a  mischievous  law. 
Its  odiousness  is  only  to  be  seen  to  cause  it  to  be 
repealed.  The  people  of  Wheeling  cannot  succeed 
in  what  they  propose,  and  they  will  do  well  to 
save  their  reputation  and  their  money,  by 
backing  down  from  their  pretensions. 


■f- 


Grand  Trunk  Railroad. 

Our  readers  are  aware  that  iu  August  last,  the 
Orand  Trunk  Railro.id  of  Canada  took  a  lease  of 
the  Atlantic  and  St.  Lawrence  Railroad,  extending 
from  Portland  to  the  boundary  line  of  the  Pro- 
vince, for  a  period  of  9*J9  years,  subject  to  the  ap- 
proval of  the  Provincial  government.  An  act  has 
just  been  passed  by  the  Canadian  Parliament, 
ratifying  the  lease,  from  which  we  copy  the  fol- 
lowing : 

And  whereas,  by  an  indenture  bearing  date  the 
fifth  of  August,  one  thousand  eight  hundred  and 
fifty-three,  between  the  Atlantic  and  St.  Lawrence 
Railroad  Company,  of  the  first  part,  and  the  Hon- 
orable John  Ross,  Benjamin  Holmes,  and  William 
Jackson,  of  the  second  part,  that  the  portion  of 
the  Atlantic  and  St.  LawreuceRailwaj',  which  ex- 
tends from  tne  City  of  Portland,  on  the  State  of 
Maine,  to  the  border  line  of  this  Province'  togeth- 
er with  certain  other  property  therein  described, 
was  demised  to  the  said  parties  of  the  second  part 
for  the  term  of  nine  hundred  and  ninety-nine 
years,  subject  to  the  payment  of  the  rent,  and  up- 
on the  terms  and  conditions  iu  such  tadenture  of 
lease  contained.  And,  whereas,  such  lease  was 
granted  to  and  taken  by  the  said  parties  of  the  sec- 
ond part  as  Trustees  for  the  s^^  Grand  Trunk 
Railway  Company  of  Canada,  or  for  the  purpose 
of  transfering  the  same  to  the  said  company  when 
the  should  be  duly  authorized  to  accept  such 
transfer ;  and  it  is  expedient  that  the  said  company 
should  b^authorized  to  accept  a  transfer  or  as- 
signment of  such  lease  from  the  said  lessees,  and 
to  become  the  proprietors  of  the  said  portion  of 
railway  and  other  pi  operty,  on  the  terms  in  such 
lease  mentioned. 

Be  it  therefore  enacted,  that  it  shall  be  lawful 
for  the  said  Hon.  John  Ross,  Benjamin  Holmes, 
and  William  Jackson,  or  the  survivors  or  survivor 
of  them,  to  transfer  and  assign  to  the  said  compa- 
ny and  for  the  said  company  to  accept  and  take  I 
the  said  Lease  and  the  interest  and  property  of 
the  said  Lessees  therein,  on  the  forms  and  condi- 
tions in  the  said  Lease  mentioned,  with  such  mo- 
difications and  alterations  as  shall  be  agreed  to  by 
the  Directors  of  the  said  company,  and  to  indem- 
nify the  said  Lessees  from  and  against  the  cove- 
nants and  conditions  therein  contained  on  the  part 

of  the  said  Lessees,  and  to  hold  the  said  portion .  ^^^  ^j^j  ^^^  j^^^  ^  ^^^^^  ^^  ^^^^^^ 
of  railway  and  other  property  subject  to  the  rent,  ,  ,        ^.  .j..,.. 

and  on  the  terms  and  co^ilions  in  the  .aid  Lease  »»*^«  supposed  parties  could  have  been  found  who 
specified  with  such  modifications  as  aforesaid ;  would  have  advanced  the  above  sum.  That  such 
ftod  that  in  case  the  siud  Le»se  shall  be  avrcea-lbAye  not  been  found,  must  be  regarded  as  eyi- 


dcred  to  the  said  Atlantic  and  St.  Lawrence  Rail- 
road Company,  it  iihall  b«  lawful  for  the  said 
Grand  Trunk  Railway  Company  of  Canada  to  ac- 
cept a  new  Lease  from  the  said  other  company  on 
such  other  terms  and  conditions  as  may  be  agreed 
between  the  said  companies. 

So  the  Atlantic  and  St.  Lawrence  Railroad  has 
been  definitely  merged  in  the  Grand  Trunk,  and 
Portland  selected  as  the  winter  port  of  the  Cana- 
das.  ••  ;.  4i.yS''''r'^-i  :v  :-';•>  -    i.  -Jl'V- 

Paclllc  Railroad   of  Tcxas>    I 

Gov.  Pease  has  advertised  for  new  propositions 
for  the  construction  of  the  Pacific  Railroad  of 
Texas,  on  the  ground  that  Messrs.  Walker,  King, 
and  their  associates  have  not  complied  with  the 
terms  of  the  law  in  making  a  deposit  of  $300,000, 
required  from  the  party  undertaking  to  build  the 
road.  .  Among  other  reasoins  for  declining;  the  de- 
posit are  the  following:— j  ^     j 

"The  two  certificates  of  New  York  Stale  stock 
are  entirely  acceptable,  and  such  stock  as  the  law 
authorizes  to  be  received,  but  the  other  two  certi- 
ficates, viz :  the  preferred  stock  of  the  Sussex 
Iron  Company  and  the  Mechanic's  Bank  stock,  of 
Memphis,  are,  neither  of  them,  such  stock  as  in 
luy  opinion  the  law  requires  to  be  deposited.  The 
first  and  principal  objection  to  ihese  stocks  is  that 
they  are  not  the  description  ot  stocks  the  legis- 
lature intended  should  be  deposited.  The  12th 
section  of  the  "Act  to  provide  for  the  construction 
of  the  Mississippi  and  Pacific  Railroad,"  declares 
that  the  company  shall  deposit  with  the  Treasurer 
of  the  State  at  least  three  hundred  thousand  dol- 
lars, in  gold  or  silver,  or  evidences  of  debt  of  the 
State  of  Texas,  or  "other  good  par  stocks."  I 
think  it  is  perfectly  clear  that  the  legislature  in- 
tended by  the  words,  "other  good  par  stocks,"  eyi- 
dences  of  debt  of  the  United  States,  or  some  Slate 
of  the  Union,  or  of  some  corporation.  Such 
stocks  have  an  intrinsic  value,  because  they  must 
ultimately  be  redeemed  in  gold  or  silver.  They 
could  never  have  intended  that  this  deposit  might 
be  made  in  the  capital  stock  of  a  bank  or  manu- 
facturing compauy,  which  is  merely  the  fund  of 
property  employed  in  the  business  of  the  corpora- 
tion, and  its  value  is  dependent  upon  the  fluctua- 
tions and  casualties  of  trade,  and  may  be  entirely 
destroyed  by  misfortune,  mismanagement  or  fraud 
of  the  du"ectors  or  officers." 

"Upon  a  review  of  the  foregoing  statements  in 
relation  to  the  value  of  the  stock  of  the  Sussex 
Iron  Company,  the  question  naturally  suggests  it- 
self, if  this  stock  is  really  as  valuable  as  the  state- 
ment of  the  President  of  the  Company  would  in- 
dicate, and  if  the  gentlemen  had  the  means  to 
procure  $300,000  of  this  immensely  valuable 
stock,  and  also  $298,000  of  the  stock  of  the  Me- 
chanics Bank  of  Memphis,  could  they  not,  with 
the  same  means,  have  procured  $300,000  of  good 
par  evidences  of  debt,  issued  by  the  United  States 
or  some  State  of  the  Union,  or  some  corporation, 
authorized  to  issue  such  stocks  1 

"If  I  were  acting  for  myself,  individually,  I 
should  not  consider  cither  or  both  of  these  two 
stocks  a  sufficient  security  for  three  hundred 
thousand  dollars,  and  I  hold  it  to  be  the  duty  of 
an  officer  of  the  State  to  guard  her  iaterests  as 
strictly  as  he  would  his  own.  I  therefore  say  that 
if  both  these  certificates  of  stock  were  the  charac- 
ter of  stocks  that  could  be  received  under  the  law, 
I  consider  them  insujfficient" 

This  matter  is  turning  out  as  we  predicted.  The 
State  granted  some  12,000,000  acres  of  land  to 
the  road,  requiring  a  deposit  from  the  party  as- 
suming to  build  it  of  $300,000,  to  be  returned  in 
case  such  party  complete  60  miles  of  the  road 
within  18  months.    Were  the  project  An  attractive 
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dence  both  against  the  feasibility  of  the  project, 
and  the  value  of  the  lands  oflFered  by  the  State. 


American  Railroad  Journal. 


Satardajr.  December  9,  1854> 


HBflaon  RiTer  Railroad. 

We  think  the  holders  of  the  Convertible  bonds 
of  this  company  are  to  be  commiserated.  If  the 
directors  persist  in  excluding  them  from  the  bene- 
fits by  the  third  mortgage,  they  may  lose  their 
security  altogether.  The  stock  is  steadily  settling 
away,  and  there  is  great  danger  that  it  will  pass 
into  the  hands  of  parties  whose  interests  and 
those  of  the  bondholders  may  be  diametrically  op- 
opposed.  It  has  now  a  pretty  strong  look  to  such 
a  result.  We  have  no  sompany  ,east  or  west,  that 
have  treated  th«ir  creditors  as  have  the  Hudson 
Biv<.r  Company.  After  borrowing,  without  secu- 
rity, what  was  supposed  to  be  sufficient  to  com- 
plete the  road,  they  put  a  new  mortgage  upon  it, 
to  secure  temporary  loans,  undoubtedly  made  to 
the  company  by  the  directors  and  their  friends. 
Wo  understand  that  tho  purchasing  of  the  accept- 
ances of  the  company,  at  a  high  rate  of  interest, 
!)««  been  the  manner  in  which  the  directors  have 
been  accustomed  to  use  their  surplus  means. 
These  being  curtaileji  iu  these  tight  times,  they 
take  the  course  of  relieving  themselves  by  fund- 
ing the  floating  debt,  and  pushing  aside  thos*  who 
unfortunately  trusted  them  without  security.  For 
directors  to  prefer  themselves,  and  to  shove  aside 
others  who  would  not,  under  similar  circum- 
stances, have  trusted  the  company,  is  certainly  a 
very  dishonest  act,  no  matter  by  whom  commit- 
ted. 


Anatrlan  Railroad  Coaecsilan. 

The  public  are  aware  of  the  pecuniary  difficul- 
ties in  which  Austria  has  been  placed  for  some 
time,  and  of  the  efforts  made  by  that  government 
to  procure  loans  from  her  people  to  carry  on  the 
operations  of  her  goveriinent.  It  is  stated  by  the 
"  Independence  Belgae,"  that  that  government, 
anxious  to  introduce  a  new  era  into  her  commer- 
cial policy  and  get  relieved  from  her  financial  em- 
barrassment, has  concluded  a  treaty  with  Messrs. 
Pereire  and  Ernest  Andre,  for  the  sale  of  her  pub- 
lic works.  Instead  of  opening  subscription,  or  of- 
fering loans  in  foreign  markets,  the  government 
resolved  to  raise  funds  on  the  sale  of  tho  railroads, 
mines,  furnaces,  &c.,  in  their  power,  so  as  to  se- 
cure to  themselves  sufficient  resources  for  the  fu- 
ture, ^d  have  tho  public  works  managed  with 
that  economy  and  energy  which  may  be  expected 
from  private  rather  than  governmental  control. 

The  treaty  thus  concluded  consists  of  the  fol- 
lowing articles: 

I.  The  concession  of  tho  Northern  or  Bohemian 
Railroad,  from  the  fromtier  of  Saxony,  by 
Prague,  to  Bruun  and  Olmutz. 
II.  The  concession  of  the  South  Eastern  or  Cen- 
tral Hungarian  Railroad. 
Ill,  The  concession  of  the  railroad  from  Oravicza 
to  Barcasch,  or  of  the  coal  mines  of  the  Ba- 
nat  ou  the  Danube. 

These  coBcessions  are  made  for  90  years.  The 
length  of  these  lines  in  operation  is  612  miles,  re- 
quiring in  all  about  200  miles  for  their  completion. 
To  promote  this,  the  government  conceds  for- 
ever.    ,  ;  f.  .  ^  ,.■    -  - 


I.  The  Coal  mine  of  Barcasch. 
II.  A  surface  of  20  to  26  square  miles  to  be 

chosen  in  the  coal  field  of  Fauf  Kirchen 
III.  State  Iron  Works,  work  shops  for  the  con- 
struction of  Machines,  Foundries,  Collieries 
Sec,  in  the  province  of  Temcswar,  the  price 
of  which  properties  is  estimated  at  S40,000,- 
000. 
IIII.  The  government  guarantees  to  the  company 
a  minimum  dividend  of  6  per  cent,  per  an. 
num,  while  the  treaty  lasts,  and  the  compa- 
ny is  exempt  from  all  taxes  on  the  works. 
It  is  considered  that  the  effect  df  this  movement 
will  be  felt  for  the  better  throughout  the  em- 
pire. 

Panama  Railroad. 

This  company  have  been  at  work  some  seven 
years  upon  their  road,  and  have  expended,  we 
suppose,  six  or  seven  millions  of  dollars,  without 
ever  making  a  formal  report,  as  (ar  as  wc  can  find 
out.  From  the  first  it  has  been  a  close  mouthed 
concern.  The  right  to  take  stock  in  the  road,  in 
the  outset,  was  considered  a  great  privilege — too 
great  to  allow  it  to  become  public  property.  It 
was  consequently  divided  up  among  a  small  and 
wealthy  party.  The  stock  at  one  time  sold  na 
high  as  145.  The  great  amount  of  money  made 
by  the  Califoriiia  steamers,  led  tho  public  to  sup- 
pose that  a  raih'Ocid  across  tho  Isthmus  to  connect 
the  Atlantic  and  Pacific  lines,  would  be  equally 
successful ;  and  because  the  managers  of  this  line 
had  made  money,  they  were  regarded  as  the  pro- 
per persons  to  superintend  the  construction  of  the 
railroad.  Instead  of  jbeing  such,  more  incompe- 
tent persons  fur  their  duties  could  not  well  be 
found.  They  were  opinionated  and  self-willed, 
qualities  which,  when  backed  with  money,  often 
lead  to  the  most  mischitvous  results.  To  persons 
having  access  to  means  of  information,  it  is  no- 
torious that  the  proceedings  of  the  company  have 
been  characterised  by  the  most  reckless  extrava- 
gence  and  incompetency,  as  far  as  the  manage- 
ment which  resides  in  New  York,  is  concerned. — 
The  great  names  connected  with  the  road  have 
disarmed  public  suspicion  and  inquiry,  till  it  is 
now  too  late  to  successfully  interpose.  Tbti 
stockholders  will  find  the  horse  gone,  before 
they  have  thought  to  close  the  door  of  the  stable, 
and  the  value  of  their  property  most  seriously  re- 
duced by  its  excessive  cost. 

The  result  in  the  above  case,  is  another  illus- 
tration of  the  value  of  railroad  reports.  Had  a  full 
and  detailed  reports,  showing  the  plans  of  the 
managers,  and  the  means  by  which  they  proposed 
to  accomplish  them,  been  published  annually,  the 
mistakes  that  have  been  committed,  would  have 
been  discovered  at  an  early  day  and  corrected.  They 
would  not  have  stood  a  moment's  daylight.  They 
have  been  practised  with  impunity,  because  the 
public  knew  nothing  of  what  was  going  ou.  The 
result  will  be  what  we  predicted  more  than  two 
years  since,  a  catastrophe.  Had  our  calls  for  in- 
formation been  answered,  a  great  loss  might  have 
been  saved.  A  history  of  the  management  and 
doings  of  this  company  may  be  still  withheld,  and 
the  stockholders  may  conlinue  to  pay  blindfold  as 
they  always  have  done.  We  should  think,  how- 
ever, that  a  fall  of  nearly  80  per  cent,  within 
about  two  years  would  create  a  stir.  They  may  be 
yet  far  from  the  bottom  of  the  abyss.  Will  they 
QOtjoin  with  osin  ealliog  for  ^An  < 


Vlriflnla  and  Tenneasea  Railroad. 

This  road  is  now  completed  to  WylkeviUe,  136 
miles  from  Lynchburgh.  The  balance  of  the  line 
of  about  70  miles  is  well  advanced,  there  being 
only  83  sections  of  one  mile  each,  the  gradmation 
of  which  is  not  completed.  Nearly  all  of  these 
will  be  closed  up  by  the  end  of  the  year.  The 
entire  cost  of  work  remaining  to  be  done  to  com- 
plete the  road  to  the  Tennessee  6tate  Line,  ii  ai 
follows : 

Graduation $75,000 

Depots  and  other  biiildiogs 60,000 

Bridges 40,000 

Track  surveying  and  cross- ties 70,000 


Total $236,000 

The  road  will  undoubtedly  be  finished  danog 
the  coming  year.  This  road  on  some  accounts  is 
the  most  important  work  in  Virginia,  as  its  suc- 
cess does  not  depend  upon  any  hypothesis  of  ''^» 
ability  to  command  a  traffic  now  iu  possession  of 
other  routes.  It  is  the  proper  outlet  for  one  of  the 
best  portions  of  Virginia,  embracing  some  of  her 
richest  and  most  populous  counties.  It  traverses 
one  of  the  richest  mineral  districts  in  the  State, 
possessing  abundant  deposits  of  coal,  iron,  lead, 
and  copper.  The  whole  country  traversed,  t>om 
the  salubrity  of  its  climate,  is  admirably  adapted 
to  manufacturing  pursuits,  which  the  road  will 
develop  on  an  extensive  scale. 

On  the  East,  the  road  will  have  an  outlet  to 
Richmond,  through  the  James  River  and  Kanahwa 
Canal,  and  to  Richmond,  Petersburgh,  Norfolk, 
Alexandria  and  Baltimore,  by  railroad.  On  the 
South,  its  line  will  be  prolonged  to  the  Qulf  of 
Mexico,  at  New  Orleans,  Mobile  and  Pensacola ; 
and  to  Memphis,  Vicksburgh  and  Nashville,  by 
roads  already  well  advanced.  It  will  form  an  im- 
portant link  in  what  must  certainly  be  one  of  the 
most  important  and  productive  lines  of  railroad 
in  this  country.  It  has  been  constructed  with 
extraordinary  economy,  as  its  cost,  completed, 
will  not  exceed  S25 ,000  per  mile.  ,_ 

We  hope  shortly  to  receive  the  late  annual  re- 
port of  this  compsmy,  when  we  shall  give  a  more 
extended  notice  of  its  operatioQS. 


:.f 


Increase  of  Transportation  Charges  on  Kevr 
Kngland. 

A  large  proportion  of  the  New  England  rail- 
roads, particularly  those  running  into  and  through 
Vermont  and  New  Hampshire,  have  resolved  upon 
an  advance^of  20  to  33  per  cent,  on  their  passenger 
fares,  to  take  effect  Dec.  1.  The  advance  of  the 
Connecticut  River  Road  is  20  per  cent.,  and  makes 
the  through  and  local  fares  at  the  same  rate,  and 
that  three  cents  a  mile.  The  connecting  roads 
north  and  the  Vermont  and  Massachusetts  ad- 
vance 33  per  cent.  The  Western  and  Hartford 
roads  make  no^hange  in  their  fares.  These  are 
alre;^y  about  three  cents  a  mile,  save  the  through 
fares  of  tho  Western. 


^v: 


KvansTllle  and  Illinois  Railroad. 

This  important  line  of  road  has  recently  been 
completed,  and  is  in  successfal  operation  to  Terre 
Haute,  a  distance  of  109  miles  from  £v§nsville. 
It  is  a  very  important  addition  to  the  railroad 
system  of  the  West.  As  soon  as  the  Illinois  Di- 
vision of  the  Ohio  and  Mississippi  Railroad  S»  com- 
pleted, the  above  will  form  a  part  of  the  through 
route  between  Cincinnati  and  St.  Louis.  We  be- 
lieve it  wUl  prove  one  of  the  best  routes  in  (he 
Weat.  :: -j.-:'-^.  5s  ,^ ■>:••:■  ( 
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Rallwajr  Moral*  and  Railway  Policy. 

In  the  last  two  numbers  of  the  Journal  we  en- 
deavored to  present  the  rationale  upon  which  the 
raih-oad  system  of  this  country  is  based.  We 
showed  their  low  cost  to  be  due  to  causes  peculiar 
to  this  country  ;  to  a  wise  legislation ;  to  more 
correct  ideas  as  to  their  uscd  and  objects ;  to  a 
better  standard  of  engineering ;  to  the  fact  that 
tb«  parties  who  are  to  be  benefitted  by  them 
superintend  their  construction;  to  the  corrective 
influence  of  public  opinion,  which  enforces  faith 
fulness  and  economy.  Necessity  has  rendered  us 
an  eminently  practical  people.  We  transfer  this 
(raining  to  our  railroads.  But  onr  government 
partakes  of  the  infirmity  of  all  governments,  and 
bad  it  undertaken  to  construct  our  railroads,  their 
cost  would  not  have  fallen  much  short  of  that  of 
English  roads.  Had  their  construction  been 
superintended  by  persons,  whose  habits  and  ideas 
sprung  from  the  relations  they  have  sustained  to 
Qovernment,  or  to  the  privileged  classes,  the  re- 
mit would  have  been  the  same.  Persons  acting 
under  such  influences  have  no  proper  notion  of 
the  value  of  money,  or  of  that  economy  necessary 
to  secure  a  return  upon  its  outlay.  They  execute 
the  works  assigned  them  according  to  their  ideal, 
of  which  cost  is  no  element,  nor  despatch,  a  mea 
sure  of  success.  Such  persons  feeling  that  nothing 
is  to  be  gained  by  economy  and  diligence,  give 
way  to  the  natural  tendency  to  sloth  and  extra 
vagance.  Our  people,  fortunately,  have  been 
governed  in  the  construction  of  their  works  by  a 
wiser  principle.  Railroads  have  been  treated  pre- 
cisely s^  other  commercial  enterprizes,  ia 
which  not  a  penny  can  be  wasted  without  being 
felt  in  dividends.  We  suppose  at  least  one-third 
of  the  capital  invested  in  English  railroads  has 
beea  lost.  Still  people  wonder  why  th^y  are  not 
remunerative.  The  cause  is  palpable.  A  ship, 
that  by  extravagance  has  cost  $100,000  loses  mo- 
ney, while  an  equally  valuable  one,  at  a  cost  of 
$60,000  would  prove  very  good  property.  In  com- 
mercial enterprizes  money  that  is  wasted  can 
never  form  the  basis  of  production.  When  once 
lost  it  can  never  bo  recalled.  This  fact  more  than 
all  others  should  be  kept  constantly  in  mind.  It 
is  true  that  there  are  cases  of  great  waste  in  this 
country  which  apparently  do  not  affect  the  earn- 
ings of  the  roads.  The  reason  is  that  we  do  not 
see  how  much  greater  such  earnings  would  have 
been,  with  economy.  There  is  another  reason 
why  railroads  can  for  a  time  bear  a  much  greater 
waste  io  their  construction  than  other  enterprizes. 
There  are  no  other  in  which  capital  can  exact 
BO  large  a  return.  A  railroad  constructed  through 
an  agricultural  district  of  the  United  States,  adds 
immediately  at  least  five-iold  its  cost  to  the  value 
of  the  property  of  such  district.  An  agency  that 
is  so  potent  in  creating  values,  may  propsrly  ask 
to  share  a  portion  of  the  gain  due  to  its  instru- 
mentality. Money,  therefore,  properly  expended 
in  railroads  in  this  country,  yields  a  better  return 
than  the  average  of  other  investments,  and  even 
if  a  considerable  part  of  its  cost  be  wasted,  still, 
for  several  years,  the  road,  from  a  monopoly  it 
may  happen  to  enjoy,  and  from  its  immense  in- 
fluence jn  creating  values,  may  yield  a  tolerable 
income  on  its  excessive  cost.  But  large  profits 
lead  to  competition.  Railroads  economically  built 
and  well  managed,  the  owners  of  which  are  con- 
tent if  they  reoeive  six  per  cent,  on  their  ctMt, 


come  in  competition  with  those  built  at  an  extra- 
vagant cost,  which  must  regulate  their  charges  by 
those  that  come  aAer  them,  and  in  losing  the  mo- 
nopoly they  once  enjoyed,  they  lose  with  it,  the 
capacity  to  pay  dividends.  No  kind  of  investment 
open  to  all,  yields  in  the  long  run  more  than  the 
common  rates  of  intei  est  Capital  steadily  flows 
in  the  directioa  of  profit  till  the  mi/iiiiunn,  is 
reached  ;  and  often,  the  influence  of  a  large  pro- 
fits in  the  outset,  leadsto  anovcr-nive8tment,which 
will  not  produce  even  the  ordinary  rates.  Our 
railroads  ought,  in  the  outset,  to  j  ay  better  than 
other  works,  but  they  sooi»  become  amenable  to 
the  law  of  "supply  and  demand,"  and  their  profits 
are  regulated  by  precisely  the  same  law  that 
governs  other  investments.  If  people  want  a 
steady  income,  they  must  not  wasto  a  penny  in 
construction,  and  be  content  in  the  commence- 
ment, with  the  same  rate  of  returns  that  they  aie 
willing  to  recive  for  years. 

We  believe  the  money  that  has  gone  into 
our  railroads  h.is  been  invested  in  conformity  with 
the  principles  laid_down,  and  that  consequently, 
these  works  can  be  made  productive,  if  our  people 
are  as  wise  for  the  future  as  they  have  been  for 
the  past.  Of  course,  we  do  not  mean  to  assert 
that  all  our  roads  will  earn  dividends  upon  their 
stock.  Many  of  ihem  have  been  constructed  rather 
with  reference  to  the  incidental  advantages  that 
are  anticipated,  than  from  expectation  .of  a  direct 
revenue  from  them.  Where  the  people  of  Indiana 
have  subscribed  one  dollar  to  a.  railroad,  they 
have  benefitted  five-fold,  by  its  construction.  The 
advantage  is  not  remote  and  contingent,  but  di- 
rect ;  SO  that,  should  the  stocks  of  their  roads 
never  receive  a  dividend, they  would  be  vastly  the 
gainers,  notwithstanding.  It  is  those  who  have 
contributed  money  to  our  road,  and  who  derive  no 
incidental  advantage  from  them,  that  sufi^er  from 
failure  to  pay.  We  make  this  distinction,  as  an 
explanation  for  the  low  pi  ices  of  many  of  our 
stocks,  and  for  the  purpose  of  showing  that  their 
depression  does  not  prove  a  loss  ef  a  correspond- 
ing amount  of  capital.  If  our  new  roads  can  meet 
promptly  the  interest  on  their  debts,  and  provide 
for  their  ultimate  payment,  our  people  have 
achieved  a  vast  success.  But  the  stocks  of  a 
number  of  our  roads  will  yield  a. better  income 
than  the  interest  on  the  bonds.       >ji?«4^,"V:     . 

We  also,  in  our  last,  pointed  out  the  dangers  to 
which  our  people  are  exposed  in  new  works,  un- 
dertaken to  make  money  out  of  the  process  of 
construction,  and  indicated  some  tests  by  which 
these  works  might  be  distinguished  from  such  as 
srelegitimate.  We]stated  that  we  have  just  reached 
the  period  in  the  progress  of  railroads,  when  the 
tendency  to  competing,  branch,  or  useless  lines 
manifests  itself.  It  follows  the  closing  up  of  our 
useful  works.  This  tendency  has  received  a 
thorough  check  for  the  present,  in  the  recent  re- 
verse in  monetary  aflairs,  and  the  general  un- 
popularity of  railroad  investments.  Before  this 
tendency  shall  again  have  an  opportunity  to  mani- 
fest itself,  our  people  will  have  come  to  a  better 
knowledge  of  the  cost,  management,  and  produc- 
tiveness of  these  works.  They  will  then  have  the 
experience  of  the  past  to  g«ide  them.  It  is  most 
fortunate,  on  many  accounts,  that  the  moment  onr 
system  has  reached  an  apparently  healthy  limit 
in  many  of  the  States,  the  further  construction  of 
any  but  lines  of  unquestioned  prosperity  should 


be  rendered  impossible  by  borrowing.  Deiorc  any 
great  mistake  has  been  committed,  Lime  is  allowed 
to  await  the  result  of  past  effort.  That  experience 
will  teach  wisdom  fur  the  future,  we  have  no 
doubt.  Fur  the  real  good  of  onr  railroads,  the 
present  sti  ingcncy  could  not  have  happened  at  a 
better  time.    vi>    -  r'l  \    -.]  ,.  •-  .  >*^t^r -v 

It  is  in  the  manas^ement  of  our  railroads,  ibat 
our  great  i>eril  lies.  We  have  escaped  many  of 
the  evils  from  which  English  railroads  have  suffer-  c 
ed.  But  after  our  railroads  come  into  operation, 
the  principles .  and  motives  that  control  their 
managevicnt  in  the  two  countries  more  nearly  as- 
simulate.  In  both  cases  the  inherent  selfishness 
of  human  nature  is  the  same.  If  there  be  any 
difference  in  this  respect,  it  is  one  of  degree,  not 
of  kind.  There  is  the  same  tendency  in  both 
countries  on  the  part  of  the  owners  of  railroad 
property,  to  indifference  and  carelessness  as  to  its 
management;  the  same  difficulty  io. securing  the 
services  of  competent  officials  ;  the  same  temjita-  - 
tious  to  dishonesty  or  unfaillifuluess.  These  are 
vices  that  belong  to  no  parallels  of  latitude,  and 
which  are. peculiar  to  no  political  organization. 
Thtfy  are  universal.  It  is  on  our  exemption  from 
them  that  the  success  of  our  ruads  must  de}>eod. 

The  first  condition  to  success  is  nUtlUgcnt  man- 
agement.     This   in  a  great   measure,  could    be 
secured  through  the  medium  of  properly  prepared 
reports,  detailing  the  experience  of  our  lailruad 
companies.    For  the  want  of  such,  each  company 
is  forced  to  go  through  the  same  process  of  educa- 
tion, often  at  great  exi>ense,  to' arrive  al  truths 
which  have  been  long  sol  wd  by  other  companies. 
Let  a  discovery  be  made  in  any  branch  of  mechan- 
ical science,  or  in  the  mode  of  conducting  elabor- 
ate business  operations,  and  the  press  instantly 
diffuses  the  intelligence  from  one  end  of  the  coun- 
try to  the  other.    In  this  manner,  the  highest  in- 
telligence and  training  at  once  becomes  the  pro- i 
perty,  and  soon   the  experience,  of  the  uoviciats.  -r 
Every  superior  man,  iu  this  way,  becomes  an  ia^t 
structor,  and   the  press  the  medium  of  his  teaclf;^ 
ings.  Under  a  similar  system  of  instruction,  society 
moves  forward  at  a  rate  that  far  exceeds  ail  former 
•■perieuce.      But  in  railroad   management    Um.i 
parallel  ceases.     Most  of  our  railroad  companies 
are  dujiii.     Reports,  if  made  at  all,  arc  only  lira 
baldest  statements,  showing  that  so  much  mooej  y 
has  been  received,  and  so  much  paid  out.    Anj^y, 
thing  really  instructive  rarely  finds  place  in  their 
columns.     What  is  valuable  aad  peculiar  in  the 
management  of  the  Erie  never  travels  across  the 
Hudson  River  to  enlighten  its  neighbor  on  the  op-  - 
posito  bank,  which  in  consequence  plods  along  for  .- 
years  in  the  old  path,  wasting  as  it  goes.     What- 
ever of  light  is  developed  by  the  Hudson  River 
Road  benefits  that  alone.     What  we  have  stated  ■, 
of  t-hese  roads  is  mainly  true  of  the  whole  country.  . 
The  Eric  Company  havo  never  made  but  oae«<> 
valuable  report,  and  the  Hudson  River  Road  MOBflu^ 
at  all.    We  suppose  that  the  experience  of  both,  •' 
if  known,  would  prove  very  valuable  in  the  man- 
agement of  other  roads,  the  more  so,  in  proportitm . 
to  the   time   lliey  have  been  in  operation.     Both 
companies  ought  to  be  able  to  give  ns  the  ratio  '4 
that  the  expense  of  maintaining  a  road  bears  ta  t 
the  speed  of  the  trains.     The  Erie  ought  to  tell  > 
us  the  relative  cost  of  the  pjissenger  and  freight 
movement ;  the  cost  of  transportation  of  differeoi  ■ 
kuids  of  freight ;  the  most  froltful  sources  of  *e- 
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cidents  aud  the  means  adopted  for  taeir  preven- 
tion ;  the  system  of  administration  by  which  the 
road  is  worked  ;  the  means  by  which  responsibi- 
lity, eflBciency  and  punctuality  are  secured ;  the 
improvements  that  have  been  effected  in  the  work- 
ing of  the  road,  or  in  the  machinery ;  the  con- 
ditions upon  which  each  is  worked  with  the 
greatest  economy ;  in  Jim,  the  entire  system  of 
management.  If  the  road  be  well  managed  it  has 
certainly  much  that  is  new  and  valuable  to  com- 
municate. So  in  the  office  of  the  company.  What 
is  the  mode  by  which  their  accounts  Bfe  kept, 
and  all  the  complicated  operations  of  the  company 
simplified  and  -classified  under  their  appropriate 
heads.  It  cancot  be  doubted  that  many  compa- 
nies, from  the  want  of  experience,  or  of  proper 
examples,  suffer  a  heavy  loss  in  the  manner  of 
conducting  their  business  operations,  which  might 
be  saved,  had  they  the  benefit  of  the  best  stand 
ards  of  management  which  prevail.  Instead  of 
-  a  hundred  dififerent,  and  many  of  them  vicious 
systems,  there  would  be  but  one,  and  that  the  best. 
All  these  advantages  are  lost  by  the  silence  of 
our  companies  upon  all  proper  topics. 

Again,  fuil  and  detailed  reports  are  the  best 
possible  safe-guard  against  improvident,  incom- 
petent   ur    dishonest   management.      The  stock- 
holders would  then  know  what  the  directors  are 
about.    Suppose  the  constructioo  of  a  railroad  or 
some  new  work  be  undertaken.     The  stockhold- 
ers should  always  insist  upon  an  exact  statement 
of  what  is  proposed  to  be  d<i>ne,  of  the  cost  of 
the  work,  and  the  means  applicable  to  it.     Sup- 
pose at  the   end  of  the  year,   the   estimates  are 
found  to  be  entirely  at  fault,  that  the  work  has 
cost  twice  as  much  as  it  was  supposed,  such  dis- 
crepancy should  always  be  taken  as  evidence  of 
incompetency  or    dishonesty.       Their     previoas 
estimates  at  once  convicts  the  offending  parties. 
The  public  have  bad  enough  of  estimates  that 
bear  no  kind  of  relation  to  the  result,  to  tolerate 
them  longer.     As  soon  as  directors  and  engineers 
found,  that  they  would  be  held  to  a  rigid  account- 
ability, they  would  strain  every  nerve  to  make 
good  their  statements.     But  how  ik  it  now  1     In 
a  great  majority  of  cases,  no  plan  of  operations  is 
presented  to  the  stockholders  and  nothing  from 
which  any  estimate  can  be  inferred  of  the   ulti- 
mate    cost   of   the    road.      The   directors,   con 
sequently  go  Plundering  along,  inventing  as  they 
go,  some  apology  or  excuse  in  case   they  fail  to 
justify  public  expectation.      No  tangible  point  is 
presented  upon  which  issue  can  be  taken,  and 
consequently,  incompetent  persons  remain  for  a 
long  time  in  important  positions  from  which  they 
would  have  been  ejected  upoa  the  first  reckoning 
day,  had  it  been  known  what  they  had  been  do- 
ing.   Every  thing  in  the  management  of  railroad 
companies  should  be  as  open  and  patent  as  the 
day.     There  should  be  no  dark  secluded  spot  in 
which  dishonesty  or  incompetency  can  seek  im- 
munity.    The  New  Haven  Railroad  is   a  notable 
instance  of  the  effect  of  secret  and  irresponsible 
management.    Had  Mr.  Schuyler  admitted  him- 
self interested  in   the  contract  for  the  road,  he 
would  probably  have  been  early  ejected  from  the 
direction.     Had  detailed  statements  been  made  of 
the  cost  of  the  different  items  of  construction,  the 
stockholders  would  have  seen  that  they  were  pay- 
ing twice  as  much  for  work  as  it  was  worth.    Had 


companies  been  notorious,  the  directors  would, 
without  doubt,  have  been  overhauled  a  long  time 
ago.  Had  the  directors  required  the  usual  annual 
statement  for  1853,  the  frauds  of  Mr.  Schuyler 
would  have  been  prevented  entirely,  or  nipped  iu 
the  bud,  and  the  company  saved  from  ruin. 

We  repeat,  that  the  first  step  toivard  the  success- 
full  management  of  railroads,  are  full  and  fre- 
quent statements  detailing  the  entire  transactions 
of  our  companies.  Such  statements  will  not  be 
made  without  due  consideration.  They  are  a 
public  exhibition  of  the  acts  of  the  directors,  or 
managing  parties,  and  when  a  man  appears  before 
the  public,  he  will  endftivor  to  propitiate  its  good 
opinion.  He  is  received  with  favor,  only  under 
the  idea  that  he  is  what  he  appears  to  be, — com- 
petent and  honest.  The  very  fact  forces  him  to 
be  conlpetent  and  honest.  He  can  only  sustain 
himself  by  justifying  expectation  :  otherwise  he 
forfeits  both  favor  and  his  place.  Suppose  the 
same  person  were  allowed  to  go  on  for  yearn  with- 
out ever  being  called  to  account.  He  would  be  a 
miracle  of  honesty,  industry  and  principle, 
did  he  not  become  lax  in  his  notions,  indolent, 
and  indifferent  to  his  duties.  Suppose  him  to  be 
dishonest.  Before  his  character  is  discovered,  he 
may  have  completely  sapped  the  company  or  in. 
stitution  of  which  he  was  j.n  officer.  Men  of 
doubtful  character  are  often  kept  straight  by  the 
(orce  of  public  opinion.  They  may  have  too  much 
policy  to  sin  if  they  see  exposure  to  be  inevitable. 
We  do  not  believe  that  Mr.  Schuyler  would  ever 
have  committed  his  frauds,  had  it  not  been  for 
the  Norwalk  accident.  Not  that  he  would  have 
been  restrained  by  principle,  but  because  he  could 
not  have  done  so  without  immediate  exposure. 
The  losses  sustained  by  that  accident  placed  it 
beyond  the  power  of  the  company  to  pay  a  divi- 
dend for  a  year  or  two.  Till  one  should  be  paid, 
he  supposed  nothing  to  occur  to  direct  attention 
to  his  conduct.  In  the  outset  he  undoubtedly  in- 
tended to  cancel  all  bis  issues.  The  payment  of 
a  dividend  would  have  once  discovered  the  fraud, 
and  the  certainty  of  discevery  would  have  pre- 
vented its  commission. 

Again,  the  best  intention  to  serve  a  company 
may  be  accompanied  by  utter  incompetency.  To 
be  corrected,  this  incompetency  must  first  be 
made  known.  Companies  ought  to  compel  re- 
port from  their  officials,  at  short  notices,  for  this 
reason  alone.  Another  grand  advantage  of  a  re- 
port is  the  fact,  that  immediately  upon  its  publi- 
cation, whatever  it  contains  is  compared  with  the 
best  standard  of  management,  and  its  defects  im- 
mediately pointed  out.  A  mirror  is  thus  held  up, 
in  which  the  delinquent  sees  his  own  mistakes 
compared  with  the  better  conduct  of  others.  He 
must  reform  or  be  disgraced.  Every  report  would 
provoke  the  criticism  of  the  community,  and  in 
this  manner  develop  and  make  public  the  best 
ideas  which  prevail.  Where  on  the  other  band  a 
company  goes  to  sleep,  the  public  go  to  sleep  with 
them,  and  when  any  catastrophe  happens,  they  on- 
ly wonder  at  the  result,  but  are  unable  to  discover 
the  cause,  or  point  out  the  remedy. 

The  publication  of  the  system  of  management 
of  railroads  has  a  tendency  not  only  to  render 
employees  faithful,  but  educates  the  public  mind 
np  to  the  capacity  to  judge  whether  they  are  well 


or  badly  conducted.    Intelligence  must  exist  be- 
the  arraogementa  which  weie  made  with  other  ^^^  pobiic  opinion  can  exert  its  corrective  force. 


And  with  a  sound  sentiment,  there  is  no  reason 
why  a  road  should  ever  be  badly  managed.  There 
is  no  inherent  difficulty  in  the  matter.  To  be 
understood,  the  subject  of  railroad  management 
must  be  studied,  to  be  studied  the  public  must 
have  access  to  information  to  whatever  experience 
has  developed.  The  reports  of  every  company 
should  be  the  mirror  of  its  internal  organization 
and  management.  These  reports  should  annually 
go  into  the  hands  of  every  stock  and  bondholder, 
and  in  a  few  years,  a  vigilance  committee  would 
be  found  in  every  company  embracing  every  per- 
son having  a  pecuniary  interest  in  the  success  of 
the  road.  The  advice  and  opinion  of  suck  a  com- 
mittee would  point  out  a  path  of  duty  from  which 
the  managing  parties  could  not  deviate. 

A  knowledge  of  the  best  system  would  lead  to 
the  general   adoption   of  the   best  principles  or 
routine  of  management.      A   great  cause  of  the 
waste  is  in  the  fact  that  many  companies  have  no 
adequate  system  according  which  their  affairs  are 
managed.      The  impulse  or  caprice  of  the  day 
controls  the  acts  of  the  day.    There  is  nothing 
that  stockholders  or  directors  of  a  road  are  so 
apt  to  overlook  as  the  importance  of  conducting 
its  affairs  according  to  certain  fixed  rules  or  prin- 
ciples.    When  a  person  buys    into   a  Banking 
company,  he  takes  for  granted  that  its  affairs  will 
be  conducted  upon  the  acknowledged  principles 
of  sound  Banking.    Most  banks  are  couducted  in 
this  manner,  and  are  successful.     The  failure  is 
the  exception.     When  a  person  buys  into  a  rail- 
road, does  he  feel  assured  that  its  affairs  will  be 
conducted  upon  the  best  standard  of  manage- 
ment that  is  known  1  By  no  means.    In  fact  he 
does  not  himself  know  what  such  standard  is.   He 
consequently  invests  upon  his  faith  in  the  reputa- 
lion  of  the  managing  parties.    Now  there  is  no 
more  fallacious  standard.     The  reputation  of  be- 
ing a  good  business  man,  and  the  capacity  to  con- 
duct the  complicated  affairs  of  a  railroad  may  by 
no  meaus  reside  in  the  same  person.    Faith  in 
great  names  is  a   great  absurdity,   and   is    the 
source  of  more  mistakes  in  making  investments  in 
railroads  than  all  other  things.     Mr.  So  and  So, 
tho  manager  of  a  railroad,  has    had  a  highly 
honorable  and  successful  career,  and  to  question 
his  integrity  or  capacity  in  any  matter  would  be 
regarded  as  a  serious  insult ;  consequently  he  is 
deferred   to,   almost   to   the   extent  of  servility. 
His  own  will  becomes  the  rule  of  his  conduct, 
and  the  road  is  sacrificed  to  a  point  of  etiquette. 
Instead  of  this,  no  factitious  consideration  should 
be  allowed  the  lea^t  influence.    Nothing  should 
be  presumed|in  favor  of  any.  All  should  be  stretched 
upon  the  same  iron  bed.    The  test  of  merit  should 
be  the  capacity  to  serve  the  public  in  the  .new 
vocation.    Because  a  man  has  been  successflil  in 
trade,  has  been  a  member  of  Congress,  or  has 
commanded  a  regiment  in  the  Mexican  war,  is  no 
reason  why  his  acts  should  be  placed  above  sus- 
picion or  inquiry,  nor  why  he  should  be  allowed 
to  preserve  a  mysterious  silence  in  his  various 
functions.    Accountability  in  every  departmeat 
of  management  should  be  enforced  in  the  most 
rigid  manner,  aud  neither  titles  nor  reputation 
should  sanction  the  employment  of  incompetent 
men  any  more   than  a  fine  coat  of  paint  should 
justify  the  use  of  an  imperfect,  or  unsafe  wheel,  or 
axle  attached  to  a  railroad  car,  or  locomotive. 


(To  be  cootiDued.) 
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Oramd  Triank  Railroad. 

The  Richmond  Branch  of  the  Grand  Trunk 
Railway  was  opened  on  the  27th  ult.  Its  opening 
has  been  some  time  delayed  by  the  non-comple- 
tion of  the  Tabular  Bridge  over  the  Chaudiere 
Riyer.  Of  this  structure,  "the  State  of  Maine" 
g:iTe8  the  following  account :  .  !         S;'    !i" 

The  Chaudiere  bridge  consists  of  an  iron  tube 
9  feet  square,  smd  1,100  feet  in  length,  resting  on 
11  piers  92  feet  apart  from  each  other.  The 
height  of  the  tube  from  the  river  is  60  feet.  The 
piers  are,  to  the  elevation  of  8  feet  above  high 
water  mark,  constructed  of  large  blocks  of  rough 
granite,  extending  on  the  upper  side  so  as  to  form 
a  solid  and  sharp  cut-water,  capable  of  re8isting 
any  pressure  of  ice  at  the  highest  spring  floods. 
The  upper  portion  of  the  piers  are  of  fire  brick  of 
the  best  description.  The  total  width  of  the  tube 
on  its  upper  surface  is  16  feet,  including  a  light 
iron  gallery  on  each  side  for  pedestrians.  Viewed 
from  a  short  distance,  the  entire  structure  looks 
slight  and  open,  and  light  as  gossamer,  and  any- 
thing but  the  enduring  and  substantial  way  over 
which  huhdreds  of  tons  weight  of  passengers  and 
goods  will  pass,  at  40  miles  an  hour,  without  cau»- 
in8  a  deflection  of  more  than  an  inch — between 
the  piers.  To  meet  the  demands  of  the  climate, 
allowance  is  made  for  contraction  ot  the  metal 
in  winter,  and  its  expansion  in  summer,  the  bridge 
being  nowhere  fixed  to  the  masonry  and  having  a 
space  of  twe  or  three  feet  clear  at  each  end  where 
it  unites  with  the  banks. 


his  personal  attention  to  managing  the  affairs  of 
the  company.  Mr.  Scoville  will  have  time  to  de- 
vote more  attention  to  the  mechanical  department, 
and  we  shail  now  hope  to  see  Chicago  railroads 
supplied,  in  a  great  measure,  after  their  first 
equipment  with  Chicago  b'lilt  locomotives.  Suc- 
cess to  the  enterprise,  we  have  no  doubt  is  the 
hearty  wish  of  all  our  citizens. — Chicago  Tri- 
bune 


Cleveland  and  Plttabnrgli  Railroad. 

The  earnings  of  the  Cleveland  and  PiltsburgTi 
Road  for  November  are,  in  round  numbers,  S50,- 
000 — showing  au  increase  of  26  per  cent,  on  the 
same  month  of  last  year.  The  comparative  figures 
of  the  past  eleven  months  are  as  annexed : 


;       ;       1862. 

January $7,779 

February 11,496 

March 15,740 

April 23,804 

May 26,332 

June 28,468 

July .28,738 

August 30,861 

September 44,004 

October 37,313 

November 29,362 

December 22,896 


1863. 
S19,498 
24,083 
31,139 
38,980 
35,364 
36,826 
34,373 
36,648 
42,871 
44,323 
40,650 
35,330 


1864. 

$20,889 
26.063 
37,790 
42,767 
51,284 
47.729 
36,643 
37.241 
42,983 
54,149 
60,000 


Ralelgb  and  Gaston  Railroad. 

Receipts  of  the  Rakigh  and  Gaston  Railroad 
Company  for  the  year  ending  the  29th  September, 
1864,  have  been  $238,410  21.  The  entire  expen- 
ditures on  all  accounts,  including  dividend,  were 
$169,701  97,  leaving  $78,708  24.  The  receipts 
from  freight,  passengers  and  mail  were  $173,- 
923  77,  and  the  current  expenses  $70,530  96, 
showing  a  profit  on  the  year's  business  of  $103,- 
302  81.  I 


Hudson  River  Kaiiroad. 

At «  meeting  of  the  Board  of  Directors  of  the 
Hudson  River  Railroad  Company,  held  on  Satur- 
day last,  two  of  the  out-of-town  Directors,  Messrs. 
Josiak  W.  Wheeler,  of  Hyde  Park,  and  ALanson 
Robinson,  of  Buflalo,  resigned  their  seats,  in  order 
that  Directors  from  the  City  might  be  elected  in 
their  stead,  and  Messis.  James  Boomian  and 
Samuel  Sioaii.  (of  the  house  of  George  McBride  & 
Co.,)  were  unanimously  elected  to  fill  the  vacan- 
cies. ♦  -i   .. 

It  is  stated  that  two-thirds  of  the  recent  issue 
of  3d  mortgage  bonds  have  been  taken. 


Total  for  11 

months.  $282,896 


$383,464       $447,537 


Increase $64,088 

Engines  for  Sal«»'  ' 
Attention  of  the  managers  of  new  roads  of  the 
five  feet  gauge,  in  want  of  additional  motive  pow- 
er is  invited  to  the  advertisement  of  Mr.  Thos.  M. 
Cash  in  this  number  of  the  Journal.  It  will  be 
observed  that  he  offers  two  superior  engines  and 
tenders  for  immediate  delivery,  manufactured  at 
one  of  the  best  establishments  in  the  country. — 
There  being  each  of  passenger  and  freight  engines 
this  opportunity  is  a  favorable  one  for  a  new  road, 
desirous  of  increasing  its  power  at  short  notice 
and  low  cost. 


Cbloago  Ijoeomotlve  IVorks. 

The  Chicago  Locomotive  Company  held  their 
meeting  a  few  days  since  at  which  the  following 
named  gentlemen  were  appointed  trustees : 

W-  H.  Brown,  Robert  H.  Foss,  Thomas  Qeorge, 
M.  Laffin,  £.  J.  Lake,  George  Steel,  A.  Q.  Throop 
Wm.  H.  Scoville,  Thomas  Dyer. 

Subsequently  Wm.  Brown,  Esq.,  was  elected 
President,  and  E.  J.  Lake  was  appointed  Super- 
intendent. Under  the  efficient  management  of 
these  gentlemen,  we  have  no  doubt  the  company 
will  s»on  realize  their  highest  anticipations.  Mr. 
Lak«  ia  •  man  of  much  experience,  and  vrill  give 


Bureau  Tallejr   Ruilrosd. 

The  Bureau  Vallev  Railroad  extending  from 
Bureau,  on  the  Rock  Island  and  Chicago  Railroad, 
113  miles  from  Chicago  to  Peoria  47  miles,  is  com- 
pleted. 

(Tor  the  American  Railroad  JoumaL) 
Iron  Bridges. 

Assuming,  as  in  a  former  article,  that  cast  iron 
is,  taking  all  things  into  the  account,  the  best  ma- 
terial to  resist  a  compressive  force,  the  next  in- 
quiry in  order  is,  what  substance  within  reach  of 
the  bridge  builder  is  most  capable  of  sustaining  a 
tensile  strain ^  Wrought  iron  has  long  been  select- 
ed for  this  duty  in  almost  all  mechanical  construc- 
tions ;  even  in  most  cases  where  the  compressive 
force  is  resisted  by  wood.  Nearly  all  Railroad 
bridges  in  this  country  are  composed  of  wood  and 
wrought  iron  combined.  No  complaint  is  heard 
against  the  safety  of  the  wrought  iron  bolts  used  in 
such  bridges,  although  the  failure  of  any  one  of 
them  would  be  attended  with  disastrous  conse- 
quences. The  change  of  texture,  or  crystalization 
of  its  particles  induced  in  wrought  iron  by  constant 
exposure  to  a  heavy  strain,  appears  to  be  a  bug- 
bear of  science,  rather  than  the  result  of  experi- 
ence. A  piece  of  iron  that  has  been  over-strained, 
or  nearly  broken,  loses  a  portion  of  its  strength, 
but  if  the  strain  has  not  been  excessive,  the  quali- 
ty of  the  iron  is  unimpaired. 

According  to  the  published  experiments  upon 
the  strength  of  materials,  it  may  be  doubled  if  the 
maximum  strength  of  iron  in  a  state  of  tension 
bears  as  great  a  proportion  to  its  weight  as  that  of 
some  kind  of  wood.  But  it  should  be  borne  in 
mind  that  the  entire  strength  of  wood  in  tension 
can  never  be  obtained  in  practical  con8truction,a8 
it  is  always  necessary  to  cut  away  a  part  of  its 
bulk  to  secure  a  bearing,  or  shoulder,  to  which  the 
strain  is  to  be  applied.  In  long  timber  chords, 
where  several  pieces  are  necessary  to  obtain  the 
requisite  length,  this  difficulty  is  greatly  augment- 
ed.   I  believe,  for  the  above  reasons,  that  not 


over  one  half  of  the  entire  strength  of  wood  can 
ever  be  brought  into  action. 

To  this  difficulty  wrought  iron  is  obviously  not 
liable,  as  the  more  accommodating  nature  of  its 
composition  renders  it  possible  to  make  additions 
to  its  length  and  thickness,  connected  in  the  same 
manner  as  are  the  fibers  of  any  part  ot  it,  and  with 
the  same  tenacity ;  so  that,  by  judicious  constrnc- 
tion  the  whole  strength  of  a  tie  rod  of  iron  may  be 
brought  into  use.  Thus  the  economy  of  iron,  as 
well  as  its  safety  in  resisting  a  tension,  must  be  ob- 
vious to  all. 

It  is  but  the  dictate  of  sound  judgment  and 
practical  experience  that  leads  us  to  conclude  that 
the  best  application  of  iron  in  the  composition  of  a 
bridge,  is  such  thatgftll  parts  that  are  to  bear  a 
tension  strain  should  be  of  wrought  iron  of  suitable 
quality  and  requisite  size,  and  all  parts  that  are  to 
.sustain  a  compressive  fore  should  be  ofcastiron.of 
suitable  section  and  size. 

D.  BLANCU0RD,  Troj. 

Vutted   Ktatcs  mm. 

The  total  deposits  for  eleven  months  of  the  year 
compare  witli  the  two  preceeding  years  as  fol- 
lows : 


GOLD  aacposiTs 
1862. 
January...  $4,161,688 
February..    3,010,222 
March....    3,892,166 

April 3,091,037 

May 4,345,678 

June 6,089,474 

July 4,193,880 

August....  2,671,663 
September.  4,253,687 
October...  4,140,069 
November.   7,279,941 


AT    PBILAOELPHIA  MINT. 


1863. 

$4,962,982 
3,548,623 
7,533,752 
4,766,000 
4,425,000 
4,548,179 
3,506,331 
4,612,000 
3,027,806 
4,452,000 
3,650,006 


1864. 

$4,216,579 

2,614,090 

3,932,000 

3,379,000 

3,506,000 

4,000,000 

3,940,200 

2,940,000 

2,660,000 

600,000 

829,860 


Total..  $47, 729,296  $48,928,652  $32,516,929 
The  following  figures  show  the  operations  of 
the  Philadelphia  Mint  for  the  month  of  Novem- 
ber. It  will  be  seen  the  receipts  of  gold  from  Cal- 
ifornia were  only  $826,200,  and  from  all  other 
sources  only  $4,150.  The  great  falling  eflT  in  the 
receipts  of  gold  there  is  attributable  to  the  oiwra- 
tions  of  the  San  Franciso  Mint  and  the  Assaj  Of- 
fice in  New  Y'ork. 

DEPOSITS — GOLD  Bt'LUON.  _ 

Talne. 

From  California $825,200 

Other  sources 4,160 


Total  gold  deposits $829,360 

SlLVtR  BULLION. 

Inclading  silver  purchases $405,900 


Total  gold  and  silver  deposits $1,236,260 

COINAQC. 

No.  of  pieces.        Value. 

Gold  coinage 347,661        $529,298 

Silver  coinage 2,120,000  288,000 


w  !*;iy;«j^iij..!;  ^M 


Total 2,467,661        $817,298 

The  Phiiadelphia  Bulletin  makes  the  following 

statement ; 

Foreign  export  of  specie,    1847    to 

1864 $130,810,044 

Foreign  import  of  specie,    1847   to 

1864 66,920,061 

Excess  of  ecport $73,381,981 

Export  of  specie  from  Jan.  1  to  Dec. 

1,1854,  about 40,000,000 

Net  exports  since  California  discov- 
eries  $113,389,981 

Here  we  have  the  total  drain  of  our  metallic 
currency  since  the  year  that  California  began  to 
supply  us  of  her  abundance.    From  authentic  re- 
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])ort8,   soiuo  of  which  have  been  published,  and 
froiu  iho  reports  of  tlie  Mint  tliis  ywar,   we  derive 
tlio  tolluwiii^c  statemeat  of  our  native  gold  pro 
ducts  since  1817  : 
.Deposits  ©'■California  Gold  at  all  the 

Miiif-slo  Dec.  31,1853,  about $212,000,000 

Deposits  of  California  Gold  ut  Phila- 
delphia Mint  from  Jan.  1  to  Dec.  1, 

lbo4 o2,ol5p2y 

Di  posits  of  California  Gold  at  San 
Francisco  and  New  Orleans  Mints 
from  Jan.  1  to  Dec.  1,  1851,  (part 
estimated) 8,000,000 


Total  home  production  of  gold. 
Deduct  specie  export,  as  above . . 


.$' 


262,515,929 
113,389,981 


Excess  of  specie  in  the  cSnntry . . .  S 
The  conn>arative  exports  of.^specie 
years  have  been  as  fol'ows: 


1850. 

J.uiuary $"90,3(i  1 

February 278,708 

March 172,687 

April 290,407 

May 741,735 

JcHi« 880,434 

July 1,618,080 

-Vu^ust 1,411,730 

September 1,033,918 

October 1,421,423 

November 905.394 

December l,2ay,760 


1851. 
SI, 266,281 
1,007,089 
2,808,301 
3,482,182 
4,506,135 
0,462,367 
t;,004,170 
2,673,444 
3,490.142 
1,779,707 
5,033,996 
5,008,235 


Total .iJ-9,982,948  $43,743,209 

1853. 

January ^747,079 

February 1,121,020 

March 592,479 

April 707,065 

May 2,102,407 

Juae 3,204,282 

July 3,924,012 

Auyust 1,183,973 

September 1,241,191 

October 4,767,972 

November 3,855,775 

December 3,131,851 


139,125,948 
for  several 

1852. 
S2,8G8,958 
3,551,543 

011,994 

200,200 
1,8.^4,893 
3,550,355 
2,971,499 
2,935  833 
2,122,495 
2,452,301 

800,813 
1,180,306 

i?25,090,:i55 

1851. 

S  1,845.682 

57  9^724 

L^OO,127 

3,474,625 

3,051,020 

5,168,183 

2,922,452 

4,548,320 

0,547,104 

3,350,398 

3,538,001 


ToUl . 


.^26,763,356 


Central  Military  Tract  KMllruad. 

Within  four  or  five  weeks,  there  will  be  another 
new  line  of  railroads  extending  from  tliis  city  to 
the  Mississippi  upon  au  entirely  now  route,  ojjen- 
ed  to  the  public.  The  Chicago  »nd  Aurora  lload 
was  completed  last  year.  The  Central  Military 
Tract  Road,  which  is  an  extension  of  the  former, 
now  approaches  its  completion,  a  distance  of  84 
Mlea,  to  Galesburg,  in  the  heart  of  the  Military 
Tract  country.  The  cars  .-ire  now  running,  al- 
though the  road  is  not  fully  opened  for  busiuess, 
to  Walnut  Grove,  about  fourteen  miles  north-east 
of  that  place,  and  the  track  is  rapidly  extending 
to  the  termination  of  thu  road  and  will  be  com- 
/  pU'ted  within  two  weeks.  Arrangements  have 
also  been  made  between  the  Chicago  and  Aurora 
and  the  Central  Military  Tract  companies,  and 
ti»e  Peoria  and  Oquawka  Company,  which  secure 
the  completion  of  that  part  ot  the  road  of  the  lat- 
ter company  between  Burlington  and  Galesburg 
in  the  month  of  December  ;  and  for  the  present, 
the  road  will  be  operated  and  managed  by  the 
Centr.ll  Military  Tract  Line  of  roads.  The  work 
of  layit-g  the  track  between  Burlington  and  Gales- 
burg is  alre.idy  more  than  half  cirapleted,  and  a 
train  of  cars  now  runs  regularly  every  day  in  con- 
nection with  stages  running  to  and  from  the  Cen- 
tral Military  Tract  Road  at  Walnut  Grove,  where 
at  present  the  cars  on  that  road  stop ;  and  we 
loam  that  already  considerable  travel  between 
tkis  city  and  Southern  Iowa  is  taking  this  route. 
The  track  is  approaching  Galesburg  from  N.  E. 
and  S.  W.  and  in  the  time  wa  mention  above,  will 
meet,  and  ihe  connection  between  Chicago  and 
BurliogtoQ  will  be  complete. 


Itubricatluut 

This  is  no  small  item  of  expense  to  railway 
companies,  while  the  best  and  cheapest  material 
which  can  be  applied,  is  a  question  of  much  inter- 
est and  importance  to  all  engaged  in  the  use  of 
running  gear  and  machinery.  Messrs.  Ja.me:s 
Bayks  &-  Co.  of  rhiladclphia,  are  now  introducing 
various  kinds  of  lubricating  grease,  adapted  to 
the  use  of  all  classes  of  the  runnine  stock  of  rail- 
ways. The  peculiar  characteristics  of  the  articles 
manufactured  by  this  firm  are,  the  degree  of  per- 
fection in  which  they  perform  all  the  requisites 
of  lubrication,  their  freedom  from  gum  or  other 
glutinous  substances  which  often  tend  to  clog 
rather,  than  ease  the  working  of  machinery  and  their 
adaptability  to  all  kinds  of  weather.  These  are 
the  advantages  claimed  for  the  articles  offered  by 
Messrs.  Jamks  Bayks  &  Co.,  and  they  havo  the 
testimonials  of  persons  of  undoubted  veracity  who 
have  tested  it,  to  establish  the  truth  of  this  claim. 

Tbw  address  of  the  firm  will  be  seen  by  reference 
to  their  advertisement  in  another  column,  to  which 
we  invite  the  attention  of  railway  superintendents. 
This  season  of  the  year,  and  the  weather  which 
we  are  now  experiencing  aro  admirably  adapted 
to  furnishing  a  severe  aad  satisfactory  test  of  the 
<|ualities  of  any  lubricating  material ;  and  we  ad- 
vise that  samples  be  sent  for  and  tried  at  once. 
Oils  are  very  hiyh,  aud  notwithstanding  the 
numerous  inventions  which  have  been  made  late- 
ly to  relieve  thorn  from  a  portion  of  the  demand, 
they  continue  to  advance.  A  cheap  material  for 
erticient  lubrication  is  very  desirable.  Let  all 
that  offer  have  a  fair  trial.  All  things  now-a-days 
require  more  light,  and  much  lubrication. 


Finances  of  Virginia. 

The  following  is  an  official  statement  of  the  Fi- 
nancial Condition  of  the  Fund  of  Internal  Improve- 
ment of  the  State  of  Virginia,  30th  of  September, 
1864:       :. '-^  "••■-■:!  •  :-'r:;"T  ■-'/ 

Bank  Stocks Sl,143,850  00 

Old  James  River  Company  Stock. .       142.000  00 
Railroad  Company  Dividend  Bonds.       230,668  00 
Bonds  of  Companies  guaranteed  by 
State 4,600  00 


^     .;>,:,:  .  •  .  :-'■  ':         Sl,520,918  00 
1.  Loans  to  Companies  other  than 

temporary  leans: 
James  River  and  Kanawha  Company   2,340,000  00 
Winchester  and  Potomac  Railroad 

Co 83,833  33 

Trustees  of  town  of  Bath 2,500  00 

Railroad  Companies 2,4CH),000  00 


The  Internal  Improvement  Fund  posses-MS  pro- 
ductive investments  amounting  to  $7,641,464  16, 
which  is  an  increase  of  $2,005,237  86  over  the 
amount  held  at  the  end  of  the  fiscal  year  for  1853. 
In  addition,  tho  Commonwealth  holds  S2,019,945 
33  of  productive  stock,  making  anjaggregate  of 
$10,280,448  99  of  productive  stock.s,  the  revenue 
of  which  is  applied  to  the  payment  of  the  interest 
and  the  redemption  of  tho  principal  of  the  public 
debt.  There  is  realized  upon  the  above  amount, 
an  average  rate  of  six  per  cent,  per  annnoi. 

I  deem  it  proper  to  deduct  the  amount  of  pro- 
ductive funds  from  the  above  ascertained  amount 
of  the  debt ;  and  therefore  the  public  debt  of  Vir- 
ginia, less  the  above  amount  of  productive  in- 
vestments, on  the  1st  day  of  October,  1854.  is 
SI  2,087,727  65.  The  punctual  payment  of  the  in- 
terest, and  the  redemption  of  the  principal  of  the 
debt,  which  has  or  may  be  contracted  by  this 
Commonwealth,  cannot  be  doubted. 

The  State,  in  addition  to  the  above  amount  of 
productive,  owns  $15,597,333  70  of  unproductive 
stock,  in  Internal  Improvements,  most  of  them 
being  railroad  companies,  the  works  of  which  aii; 
not  yet  completed.  A  very  considerable  portion 
of  said  stock,  it  is  believed;  will  become  produc- 
tive. 

. ;.|! , 

Finances  of  the  United  States. 

According  to  the  Report  of  the  Secretary  of  the 
Treasury,  the  receipts  and  expenditure  of  Govern- 
ment for  the  past  fiscal  year,  ending  30th  June, 
were  as  follows : 

fialance  in  Treasury  Ist  July,  1863.  $21,942,892  66 

Receipts  from  Cus-  .,.,„,..    ;  .,  - 

tomslst  quarter.  $19,718,822  00  :v.VA/-  <>:.»XV 

Receipts  from  Cus- 
toms 2d  quarter.    13,587,821  27  * !'.  ' 

Receipts  from  Cus-  ''-.-.■ 

toms  3d  quarter.    10,896,724  83 

Receipts  from  Cus- 
toms 4th  quarter.    14,020,822  17     -  .  ; 


-r^-l- 


H-^- 


Total  from  Customs 64,224,190  27 

Receipts  from  Lands 


,:   I 


..n!;.t,.-A 


Ist  quarter 1,489,562  05   .'• 

Receipts  from  Lands 

2d  quarter 2,223,076  39-; 

Receipts  from  Lands  ■„  ,t  ■•i  .;>>.t  :"'/* 

3d  quarter 2,012,908  36  .; -     ■•  f  <..'A '.y r 

Receipts  from  Lands  .  .!«>'j*  v.-.'«5 

4th  quarter 2,745,251  69  -.  •  •.  '^imm:^!^! 


$6,362,761  33 

2.  Productive  Subscriptions,  viz  : 

Railroad  Companies $275,000  00 

Navigatior.  Companies 282.500  00 

Turnpike  Companies 352,521  27 

Bridge  Companies 14,400  00 

3.  Temporary    Loans   to    Railroad 
Companies 364,091  60 


Productive... $7,641,404  16 

4.  Subscriptions    to    Internal    Im- 
provement Companies  which  have  - 
been  completed  aud  those  in  pro-     :    >  :  •  . 
gress  paying  no  dividend:                   •  '' 

Railroad  Companies $9,161,461  58 

Navigation  Companies 4,304,030  00 

Plank  Road  Companies 331,380  40 

Turnpike  Companies 1,050,465  20 

Bridge  Companies 83,040  00 


'     ■        -■■'••  $23,238,797  86 

Tbe  State  Auditor  further  reports : 


ToUl  from  Lands 8,470,798  39 

Receipts  from  Mis- 

cellaneouB       lat  «  rx;i:kii-  * . ... 

quarter 147,994  87      ■  .     V.  "■'. 

Receipts  from  Mis-  /      ;   ■ 

cellaneous        2d  '''  "  '      ''**•' 

quarter 101,968  64  ii  &*?. 

Receipts  from  Mi»-^«c.v;>rv;  -^ -ji  jx»i..- .-  f^iai  "4  t"- 

cellaneous        Gd 

quarter 

Receipts  from  Mis-  ...    ^     .      .  ...    - 

cellaneous       4th  >••>..  jij.i-'>:'-^""*'~'  5-4  S.Viffett 

quarter 118,666  10         -^tT  >.«;>> 


486.091 93  n^:,:t:^: 


Total  from  Miscellaneous 854,716  64 

Total  receipts $95,492,597  76 

The  Expenditures  for  the  year  were  as  follows : 

Civil  List $4,649,384  98 

Foreign  Intercourse     7,730,677  13  ..,h#v 

Miscellaneous 13,530,310  33  -^ 

Interior  Department     2,600,054  79  ^^^ 

War  Department. . .    11,733,629  46  '  •  w  ' 

Navy  Department..    10,768,192  89  .,l.,i  iU 

Redemption  of  Pub-  ;^  *?*  <^»W 

lie  Debt,  Interest 
and  Premium...    24,336,380  68  f 


Total  Expenditure $76,364,630  26 

Balance  in  the  Treasury  July  1,  '64.  $20,137,967  66 
The  following  are  the  receipts  of  the  1st  quart«r 
of  the  present  year,  ending  SOth  September: 

■■.•.■•  .V:-.  -•-:■.•  ■.^^•  r-.v--v;vv-^^-. 
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From  Customs. , 
Fiom  Lands.... 
Miscellaueous . . 


.$18,639,798  46 

2,731,654  12 

149,850  28 


Total.... 321,521,302  85 

The  Expenditures  for  the  samo  period   have 
been —  >  >  r 

CiTil.MiscellaueouB,  ..  a    ■ 

and  Foreign   In-  "*  ■        -   -      .,.  .i . 

tercourse $6,241,749  31 

Interior  Department     2,175,737  13  .     /' 

War  Department...      3,367,039  92  7       -i 

Navy  Department..      2,508,791  09 
Red«;mptionofPub-  ,     - 

licDebt 1,876,013  17  .  .  >. 


Total $16,169,330  62 


Amount  of  Public  Debt  outstanding  i 

lstJuly,1853 $07,340,^8  78 

Amount  of  Public  Debt  outstanding 
1st  July,  1864 47,180,506  05 


Being  a  reduction  in  12  mos.  of. .  $20,160,122  73 
The  estimated   Receipts  from   all 

.sources  for  the  remaining  three  v    •  ^.. 

(luartf.TS,  are $42,500,000  00 

The    estimated    Expenditures    for 

same  time  are $48,176,550  79 


LocomotlTes  for  Sale. 

THE  Sub.scriber  offers  for  sale  the  following  Locomotivw 
and  Tendeiv,  suited  for  a  5  fe«t  gauge. 

Oiie  very  saperior  18  ton  PassfngtT  Engine.  Driving  Wheel?. 

5>^  fest  diameter  with  8  wheel  tender. 

One  very  superior  16  ton  Freight  Engine.  Driving  Wlieels. 

4  feet  diameter  with  8  wheel  Tender. 

The  above  machines  are  from  one  of  the  host  shops  in  tlie 
country,  built  and  finished  in  the  best  manner,  and  can  be  de- 
livered in  ten  days  tr^rni  receipt  of  order.  To  any  company  in 
w.int  of  such  machines,  these  are  recommended. 

For  Price,  tennn,  &c.,  apply  to        THOS.  M.  CASH, 

,■.  Philadelphia  Raitieay  Agnncy . 

;        .  No.  80  Smith  Fourth  st. 


49  8t 


Philapklphia. 


Haminer^s    Patent  Reclining 
Car  Seat 

"i"' . .     -  for  Night  or  Day  Traretlmg. 

THE^'ubscrilicr,  having  been  ai>pointed  solo  .neront  for  tha  sale 
of  this  Heat.  be<?!  to  call  the  attention  of  Raih-oail  Officers 
to  this  valuable  improvement  for  comfort  in  Railroad  Travelling. 
Thej-  can  now  be  luriiislied  at  about  the  same  cost  as  the  or- 
diiiarj-  car  scat,  and  with  the  manufacturer's  present  arrange- 
raeut,  they  occupy  but  little  more  space  in  the  car.   '   r  ■*^-.:- 

THOS.  M.  CASH, 
49  6ni3  No.  80  South  Fourth  st,  Philadblphta. 


Railroad  Iron. 

JS  No.  1  Glengamock 
suit  purcliasers  for  sale  by 


'SOO  T^^'^  ^^  1  Glengamock  Scotch  Pig  Iron  in  Iota  to 

NAYLOR  &  CO., 

99  and  101  John  st. 
N,  B.— The  above  Iron  constantly  imported-  32  tf 

SEYMO UR^M^ORTON  &,  CO., 

GENERAL  RAILROAD  AGENCY, 
Office,  Metropolitan  Bank  Jiuitding,  A'u.  110  Broadway. 

HAVK  to  di8|>08e  of  at  private  sale,  in  amounts  to  suit  per- 
ium*  desiring  to  invest,  the  lollowing  valuable  Securities  : 

LOUISVILLK  CITY  BONDS,  at  39  years. 

OHIO  AND  MISSISSIPPI  K.  R.  STOCK,  drawing  interest 

MAV8V1LLK  AND  LEXINGTON  MORTGAGE  BONDS, 
at  34  years. 

MATSVILLE  AND  LEXINGTON  R.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.  R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.  R  BONDS. 

They  are  prepared  to  negotiate  contracts  for  the  sonstruction 
an.l  eijuipment  uf  railroads  in  any  part  of  tbe  country,  including 
fumisliin;^  corps  ofengineeis  and  contractors,  locomotive  en- 
gines and  care,  railroad  bridges,  McCalliun's  Patent,  railroad 
iron,  chaifa^  plkee,  switch  Iroot,  &c,,  Ac. 


DINSMORE'8 

RAILWAY  GUIDE, 

EDITED  principally  by  the  Railroad  SiiperiDtendonts  th«m- 
sulveti ;  making  it  the  nKwt  reliable  and  perfect  work  of 
the  kind  published,  and  Uie  only  one  coutaiiiing  tlie  time  tiMm 
of  all  Uio  railroads  in  the  United  Statu  and  Canada*. 
Its  sxtentire  sale  makes  it  one  of  the  best  advbbti&ih« 

MEDIDlta   BXTAKT. 

SuU  principally  in  the  Cars  to  traveller  when  they  havB  lei- 
•ire  to  read,  and  is  taken  by  them  not  only  as  a  Railroad  Guide, 
but  aa  ■  Directory  to  the  be«t  MercantUa  and  Mtehanical 
DINSilORE  dt  CO.,  Publiahets^ 
X     i  i  .  -i^  it'  ■  ■  No.  9  Spruce  st,  N.  I, 

jhoY  Vat  iuJi  TA 


Ontario,  Siiucoe^  Huron  il,H, 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Siracoe  is  expected  to 
be  comi>lotcd  to  tlie  Georj,'i.in  Bay,  Lake  Uuion  a 
distance  of  96  miles  in  June  nest  where  it  will  form  tim  (-liortf-st 
and  most  agreeable  route  to  the  Nortli  We^'te^n  Slates  to  Lakf 
Miclii^.in  and  to  the  Mineral  Rr;;ions  of  Lake  Su|«firior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
miles)  daily  at  8  a.m.  and  3.  30  p.m„  returning  the  same  ilay— 
On  the  oix^uing  of  the  u8\igation  a  Steamer  will  ply  on  Lake 
Simcoe  in  connf^xion  with  the  Trains  and  will  convoy  i^-uisoji^iers 
through  that  Lake  and  Lake  Conchiohing  to  Onlla  whence  a 
short  iKirtage  of  eighteen  miles  will  take  them  to  the  waters  of 
Lake  Huron  to  the  Steamer  (Kaloohih)  which  runs  to  the  Sault 
St.  Murio  and  iutertnediato  ports  forming  tlic  most  exi>e<litiou« 
and  agreeable  route  to  the  Mineral  Regions  of  Lakes  Huron 
■Ed  Superior. 

Arrangements  will  be  made  on  the  completion  of  the  road  to 
the  Georgian  Bay  for  a  line  of  ftrst  class  Steamers  to  extend  their 
tripe  to  the  ports  on  Lake  Micbigao. 

ALFRED  BRTJNEL, 
Superintendent 


N' 


EWYORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.— In  pursuance  of  a  reso- 
lution of  the  Contracting  Board,  notice  is  hereby 
given,  that  sealed  proposals  will  be  received  by 
the  undersigned  for  the  construction  and  comple- 
tion of  the  work  upon  the  several  Canals  of  this 
State,  described  in  the  followinj;  tabular  state- 
ment at  the  times  and  places  therein  mentioned : — 
CHAMPLAIN  CANAL. 

Sealed  proposals  will  bo  received  at  the  Canal 
Commissioner's  OflBce,  in  the  city  of  Albany,  until 
the  20lh  day  of  December,  1854,  at  9  o'clock  a.m., 
for  the  following  described  work,  to  wit : — 

Penalty  When  to  be 
Description  of  the  work,  in  boud.  completed. 
Three   combined    locks,  ,,•  t 

towing    path     bridge  -  •  *'    f, '' 

and  necessary  section        /:■"■■'■,        ]■' ,. 

work     to     bring     the 

same  into  use,  located 

at  Waterford SI 8,000..  April  1st,  1866. 

ENLARGEMENT  OF  TOE  ERIE  CANAL- 
MIDDLE  DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse,  until  the 
21st  day  of  December  next,  at  9  o'clock  in  the 
forenoon,  for  the  following  described  work,  to 

wit:~    t::r.V,  'V^ '"."'■■   '  ';'::■'. 

■      ■  '■-  Amount  of  r'         Time 
Description  of  work.        penalty  '.     .'.     ©f 

in  bond.         completion. 
SI, 200.. April  l.st,  1855 


Section  167 ....  .-.  *. 


« 


189 2,300.. 

190 4,000.. 

192....  ...v....   7,200.. 


(I 


18.57. 


« 


8,600. 
8.700. 


2,800. 


->■■■**•• 


"■•■'!   • 

'  « 


2,300... 
900.. 


193 
"  104 

X  l^TT   ••>■      ••«•      ■••• 

Culverts  on  sections  No. 
189  to  197,  inclusive... 

Road    and  farm    bridge 

abutments  on  sections       '^  . 
No.  189  to  193,  inclu- 
sive..     .3,100 

Road  and  farm  bridge 
abutments  on  sections 
No.  194  to  197,  incln- 

■51V>^>*a*      •«■■      •••«      •••«     ■ 

Putnam  Brook  waste  weir 
©n  section  No.  192 

ENLARGEMENT  OF  THE  OSWEGO  CANAL- 

Scaled  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Fulton,  until  the 
22d  day  of  December  next  at  9  o'cock  iu  the  fore- 
noon, for  the  following  described  work,  to  wit: — 
Section        5  C  ^i^g     -j  'i  ^9,000  .April  16, 1867. 

"     7&8^    ^^^«'-    \ 

"      18  r         -^ 

19  !  Phoenix  I 
20")     Level.     \ 

2U  J 

Culverts  on  sections  5  «fe  G  2,500. 
"      18,19, 

and  21 2,600 

Bridge  at  Phoenix 600..  July  1st,  185.5 

Lengthening  guard  lock  2.  400..  April  15,     '' 

Bridge  »t Oswego  .».. ..^  1.008..    'S  =.i«      " 


!. 


6,000.. 

8,000.. 

8,000.. 

7,000.. 

7,000.. 

6,000.. 

2,500.. 

o  r;nA 

ti 

'A 

ENLARGEMENT  OF  THE  CAYUGA  AND— 
.SENECA  CANAL. 

Scaled  proposals  will  be  received  at  the  Bi  - 
giceers  Offiee,  in  the  village  of  Albioti,  nijtil 
Wednesday,  the  27tli  day  «>f  Deceml-er  rKxt  M  '.< 
o'clock  .K.  M.,  for  Ibc  Ctiilowing  described  work,  U> 
wit: — 
Section  232  with  pejjalty  in  bond  of. . , 


« 

233 

CI 

234 

(1 

235 

l( 

236 

f( 

237 

l( 

238 

(1 

239 

(( 

241 

<( 

242 

(1 

243 

II 

244 

l( 

286 

l< 

286 

« 

287 

CI 

2'.»0 

l< 

291 

<c 

292 

CI 

293 

II 

294 

CI 

296 

CI 

296 

II 

297 

c< 

298 

(1 

310 

II 

.311 

tl 

312 

IC 

313 

II 

314 

II 

315 

II 

CI 

(,' 
II 
(I 
u 
<( 


CI 

It 
II 


II 
tl 


$3,700 
5,4tO 
7,600 
4,5(.K) 
5,400 
4,600 
6,500 
8,300 
6,100 
4,300 
3,800 
2,000 
8,0Cfl 
7,00<» 
6,000 
9  200 
8,100 
8,000 
7,6<tO 
S.-lOO 
6,200 
7,300 
(i,&00 
6,7tiO 
3,000 
0,700 
6,800 
10,000 
7,.'J00 
8,.5«.»0 

Culverts  on  Sections  232  to  244 2,300 

"  "         285  to  2^)8 8,00f> 

"    «  '■         ::i0to31.5 5,000 

Mud  Creek  Aqueduct 5,500 

Rrid^o  Abutments  on  Sections  232  to  244.   5,700 

285  to  298.   7,000 
311  to  316.   3,100 

Waste  IVeir  on  Section  313 600 

Section  232  to  244,  both  inclusive,  with  the 
Culverts  attd  Bridge  A'butmunts  on  said  Scctioits, 
to  l>e  completed  by  April  1st,  1857.  The  re- 
mainder of  said  work  to  be  coniplettMi  by  the  \f,i 
day  of  April,  1850. 

All  proi)ositions  must  be  for  a  Kum  certain,  as    j 
to  the  price  to  be  j>aid  or  received,  for  each   and    J 
every  kind  of  work  ;  and  no  proj>o.sition  not  thus    I 
deflwd  will    b<;    received   or   actc^l  upon  ,  and  uo 
proposition  will  be  considend  «^»tmpl<tp  niile^)*  a 
price  for  every  kind  of  work  inulndcci  in  xiich  jm-o 
position  is  distinctly  and  plainly  it)s<T(ed 

Every  prf»posal  shall  In;  aicompanied  by  an   af 
fidavit,  endor.'>cd  thereon,  of  each  person  uniting 
in  such  proposal,  that  ho   is  not  dire<lly  jor  indi- 
rectly interested  'in    any  other   proposal    for    the 
same  work  or  m.ati'rials,  or  any  j>a.Tt  ol"  the  same ;  ; 
that  he  has. no  agreement  or  undtrstauding  witli 
any  other  person   to  become   intervst^-d  iu  any 
other  propos-il  or  contract  for  the  same  work  or 
materials,  or  any  part  tlx-reof;  and  tliat  no  other 
[)erson  than  such  as  shall  be  named  in  ihe  pro-    " 
posal  is  iiitere.-^'.ed  in  thi?  s.ime,  or   has  any  agree-   , 
Dirent  or  nnderstanding  to  become  interested  ia  j 
any  contract  that  may  bo  made  in  pursuance  of  I 
such  proposal.  1 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall    be  accompanied 
with  a  ]>ond  to  the  people  of  this  State,  io  the  '. 
I)enalty  sjM-cified  opposite  eaoh  kitMi  ^f  work  in 
said  statement^nd  which  bond  shall  be  signod  \ 
by  the  party  making  such  proposal  and  two  or  j 
more  re.s|)onsible  suretie.i,  with  such  evidence  of : 
their  responsibility  sis  the  contracting  lH>ard  shall 
require,  and  which  sureliL-s  shall  justify  in  sums 
equal  in   the  aggregate   to  twice  the  amount  oC 
such  penalty.  ^  . 

Each  proposal  must  bo  accompanied  by  the  ccr-' 
tifieale  of  the  Supervisor  of  the  towu,  and  the; 
County  Clerk,  or  the  County  Judge  of  the  county , 
iu  which  said  surety  shall  r<.«ide,  or  any  two  of, 
thetD,  as  to  the  responsibility  of  said  sureties.     -  --^^ 


?»-  * 
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AMERICAN    RAILROAD    JOURNAL. 


The  persons  to  wborn  the  work  may  be  award- 
ed will  b«  required  by  the  coatraciing  board  to 
give  the  bond  lor  the  payment  of  laborers'  wages, 
as  required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptauce  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  aad  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  ptrson  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent,  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  Canal  Commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opini  n 
that  the  proposals  made  at  any  meeting  thereof, 
pursuant  to  any  advertisement,  are,  in  consequence 
of  any  combination  or  otherwise,  excessive  and 
disadvantageous  to  the  Slate,  they  may  decline  all 
the  said  proposals,  and  advertise  anew  for  the 
work  aud  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
riously  procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  mate- 
rials, and  performing  all  the  work,  according  to 
th.  plans,  specidcations  and  notices  exhibited  at 
Xhe  letting. 

The  persons  to  whom  the  work  may  be  awarded, 
will  be  required  to  enter  into  contract  for  the  per- 
formance of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  them,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  8i>ecifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  exitmination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
time  specified  for  the  several  lettings. 

Dated  at  Albany,  November  29th,  1864. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLET,      }  Canal  Comm'rs. 
CORNELIUS  GARDINIER,) 
JAMES  M.  COOK,  Comptroller. 

-  JOHN  T.  CLARK,  State  Eng.  and  Surveyor. 

CIVIL.   KNGINJQERING. 

COURSE  OP  INSTRUCTION 

in  UNION  COLLEGE,  Schenectady, 

under  the  direction  of  Prof.  W.  M.  Gillespik. 

THIS  departmeot  will  re-open  on  January  6Cb, 
1866.  It  comprises  thorough  instruction  and 
practice  in  all  the  branches  necessary  to  fit  stu- 
dents for  prosecuting  advantageously  this  import- 
ant Profession.  Among  its  subjects  are  Drafting 
(Mechanical,  Isometrical,  &c.)  ;  Surveying  (Land, 
Maritime,  Mining)  with  Compass,  Transit,  Theodo- 
lite and  Sextant;  Location  of  Railroad  Curves  ; 
Levelling ;  Roadmaking ;  Mensuration  aLd  Calcu- 
lation of  Earthwork,  M;isonry,  &e.;  the  Strength 
of  Materials  and  Stability  of  Structures;  Princi- 
ples of  Construction  of  Alasonry  and  Carpentry  ; 
Bridges  ;  Canals  ;  Waterworks^  Practical  Astro- 
nomy, &.C. — Xbe  above  subjects  are  pursued  in 
connection  with  such  of  the  regular  college  studies 
of  Mathematics,  Natural  Philosophy,  Modem 
Languages,  &.C.,  as  are  desirable.  The  Fees  for 
both,  including^room-rent,  &c.,  are  the  same  as  to 
the  ordinary  college  course,  SI9  per  term,  and  S7 
entrance  fee.  Students  may  pursue  any  of  the 
above  branches  for  which  their  previous  acquire- 
ments fit  them,  it  thorough  and  ready  knowledge 
of  Arithmetic,  Geometry  (Plane  and  Solid)  and 
Algebra  (through  equations  of  second  degree)  is 
necessary  for  those  comnuncing  the  course.  If 
further  information  is  desired,  address  the  Register 
of  the  College.  48  2t. 


RAILROAD   C.4lR    GRKASJB. 
Jam^s  Bayes  &  Co.^ 

6  MINOR  STREET, 

PHILADELPHIA. 


.MlSUFACTrRKRS      OF 


SOFT  WHITE  GREASE, 

FOr  I'odl  and  Freight  Cars,  Heavy  Ma- 
chiDcry,  etc.,  etc., 

STIFF  WHITE  GREASE, 

Far  'Water^^Vheel  Gudgeoua,  Heavy  Benr- 

InKS,  Rollers  on  luclliiefl  Plitnea;. 

OMNIBU3ES,  WAOONS,  AND  OTHER  CARRIAGES, 
In  Cans,  Kegs,  and  Barrels. 

SUPERIOR  YELLOW  GREASE, 

For  Passenger  Cars,  etc  ,  etc. 

THE  above  different  kinds  of  Grea»e,  having  been  in  use  for 
bonie  time  past  oo  severil  Bailrofkds  in  the  United  Stntes, 
can  be  cooUdently  recommendtid  for  their  ({eiiersl  usefulness 
and  econ"iny.  49  if 

SAMPLES  FORWARDED  cpos  APPLICATION. 


SeMV  York  and  £rie  R.  R. 

Ou  and  after  Monday,  Nov.  20lh,  and   until  ftirtlier  ootio* 
•w^  PASSENGER  TRAINS 

^^^^.  will  leave  Pier  foot  of  Duaoe  street, 
^^^^BL  ""  follows,  viz  : — 


BorFALo  Express,  at  7  a.ni.  for  BulSilo. 

DcNKiRK  KxpRKSS,  at  7  a.m.  for  Dunkirk. 

Mail,  at  84'  a.m.  for  Dunkirk  uiid  Buffalo,  and  iiitemnetliate 
stations — Passengers  by  this  train  will  remain  over  night  at 
any  Station  betwueu  Biughumton  and  Coniiu^,  and  proceed  the 
D«txt  morning. 

Rockland  PASSBSGEE,at2)<  p.in,  (from  foot  of  Cbambera 
Street)  via  Piermout,  for  Sulfems  and  intennediatc  stations. 

Wat  Passknokk,  at  4  p.m.,  for  Otisvillc,  and  intermediate 
•tatiohs. 

NioHT  ExPRiss,  mt  5  p.m.  for  DunkiHi  and  Buflala 

Emigrant,  at5  p  m.,  for  Dunkirk  and  Buffalo  and  intermedi- 
ate stations. 

On  Sundays  only  one  Kxpre.is Train— at  5  p.m. 

These  Express  Trains  connr-ct  at  KImira,  with  the  Eimira  dc 
Niagara  Falls  Railroaii,  for  Niagara  Falls,  at  Buffalo  and  Dun- 
kirk with  tlie  Lake  Shore  Itailroad  for  Cleveland,  Cincinnati, 
Toledo,  Detroit,  Chicago,  etc. 

47  tf  D.  O.  McCALLUM,  General  Sup't. 

Iron    Rolling^    Mill    Property 
for  Sale. 

The  particular  attention  of  capitalists  desiring 
to  enter  AT  ONCE  (WITHOUT  THE  DE- 
LAY of  putting  up  new  works,)  into  the  ipanufac- 
turing  of  Iron,  is  called  to  the  following : 

The  mill  is  situated  UPON  TIDE  WATER  (and 
ACCESSIBLE  at  ALL  SEASONS  of  the  year  for 
shipments)  between  New  York  and  Philadelphia 
— Coal  can  be  had  at  the  very  lowest  rates — and 
in  point  of  convenience  and  situation  is  perhaps 
SECOND  to  NONE  IN  THE  COUNTRY.  In  AD- 
DITION to  its  PRESENT  adaptation  to  the  manu- 
facture of  MERCHANT  AND  BOILER  IRON,  it 
has  machinui^  iu  yj^.^..>.[on  for  making  WROUGHT 
IRON  RAILIIOAD  CHAINS  AND  SPIKES,  and 
could  readily  be  prepared  for  MAKING  RAILS 
together  WITH  ALL  THE  advantages  of  %  first- 
class  establishment.  It  is  well  known  that  in  the 
present  prosperous  condition  of  the  business  THE 
PROPERTY  WILL  PAY  ITSELF  IN  ONE  YEAR 
and  the  reason  ot  the  property  being  disposed  of, 
is  that  the  owner  is  engaged  in  a  heavy  business 
in  the  State  of  New  York.  A  VERY  LIBERAL 
SPECIAL  charter  may  BE  BOUGHT,  under  which 
the  Mill  can  be  worked,  if  wanted.  It  is  needless 
to  say  more,  as  parties  interested  can  obtain  all 
infbimation  by  applying  to 

J.  WOOD  &  SON, 
76  South  4th  street,  Philadelphia. 

P.  8. — A  portion  of  the  purchase  money  may 
remain  on  the  propertyj  or  otherwise.       44.  4t. 

THUS.  M.  CXSH^ 

PHILADELPHIA  RAILWAY  AGENCY, 

FOR  THE  PURCHASE  OF  ALL  ARTICLES 

required  by 

railiRoad  companies 

ON  COMMISSION. 
Office  No.  80  South  Fourth  Street,  near  Waliiut, 

PHILADELPHIA. 

REFERENCES. 

RiOBARD  NoRRis  &  Son,  Locomotive  Builders,  Philadelphia. 
Wm.D.  Liwia,Esq.,Pree'tCaUwissaR.R.Co.,  „ 

Charlbs  H.  Fishbr,  Esq.,  „ 

John  CALOWRLL,K8q.,Pie^tS.CaroraR.R.Co.,  Chmlettm. 
J.FIXon(■THKcaIl^£«q.,Pre8'tN.£a8t'oR.fi.Co..  „ 


Alotiee  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  R.  R. 

,    'v-J  NEW  BRCNBWICK.  ,.:; 

Contract  for  Sleepers  or  Cross  Ties, 

WANTED  100,000  Hacmetae  or  Cedar  Sleep- 
ers to  be  delivered  in  equal  proportions  at 
the  Port  of  St.  John  and  the  Bend  of  the  Petit- 
codiac  River  on  or  before  lat  of  August  next. 

The  Ties  to  bo  sound  and  straight,  nine  feet 
long,  ten  inches  by  six  inches,  with  a  hewn  surface 
top  and  bottom  of  not  less  than  eight  inches. 

Parties  desirous  of  tendering  for  the  above  or 
any  portion  of  them  are  requested  to  send  in  their 
prices  to  the  undersigned  at  his  office,  St.  John, 
on  or  before  the  26th  December,  1864. 

■•■     W.  E.  ROSE. 
St.  John,  Nov.,  1854.     -i-i  47  4t. 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  CompaDy,  24  crate  car* 
adapted  to  railroad  purpose,  whk;h  will  b«  sold  at  a  rea- 
sonable prica    For  flirther  information  apply  to 

,  SAMUEL  J.  HAYES, 

;  •.•■;•  ■ ;-  M.  of  M.,  Baltimore  and  Ohio  R.  R.  Co., 

or,  BKIDGES  &   BRC, 
ig  tf  64  Courtland  st.  New  York. 

Philadelphia,  Wllming^ton  Sl 
Baltimore  Railroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AMD  WEST,     : 

.  ^■ 

fSSZ  ^ma  v^  ^KM  \  rH-''T'i-!  WiHI  I  C!BS39^9HC!3  Qi^^BBBO 

Trains  will  leave  the  Southern  and  Western  StatioiL  comer  of    ■• - 
Broad  and  Pritne  streets,  Philadelphia,  at  8  30  am.  12  46,  3  tod 
11pm.  • ;-, 

FARB   BT  THRODOH  TICKETS  TO  THB  80VTH. 

From  New  York  to  Wilmington $15  60    ■■ 

do       do  Norfolk 8  50     •. 

From  Philadelphia  to  Wilmington ........  14  00    ' 

do       do  Norfolk 6  SO 

do       do  Petersburg 9  00 

do        do  Richmond 8  00 

FARB    BT   TBROCOH  TICKCT8  TO   THB   WEST. 

From  New  York  to  Cincinnati $13  50 

do        do  Louisville 14  60    '". 

From  Philadelphia  to  Cincinnati 11  00 

do       do  Louisville 12  00 

From  New  York  to  Indianajxilis 16  00 

An  extra  char^  will  be  made  for  meals  and  state  ntoma  «o 
board  the  boats.                                      8.  L.  SPAFFORD, 
27 tf General  Sup't 

Fag^g^otted  Car  and  Eniflne 
Axles 

FORGED  BY  RANSTEAD,  DEARBORN  &.  CO.,  BOSTON, 
Mass. 
These  Axles  are  drawn  from  tho  fagffot  entirely  by  the  ham- 

mer,  and  are  all  warranted. 

. ^_       V  :■ 

Boiler  and  Tank  RiTets, 
Nuts  and  Washers; 

AU  Sizes  of  -       ,; 

Bolts  and   Bolt  Ends 

for  Sale  by 
;BRIDGES  &  BROTHIB^ 

1 64^ouitland  at,  N  T        i' 

Welded  Wrought  Iron  Tubes,  i-' 

THE  subscribers  having  lately  added  to  their  Cumberland    >> 
Nail  and  Iron  Works  an  establishment  (br  making  Wrought    .^ 
Iron  Tubei  are  now   prepared  to  supply  the  trade  with  tubes    ; 
two  to  twelve  feet  in  length,  ftimished  witli  screws  and  fernilaa 
on  tbeir  ends,  of  the  following  size* — inside  diameter,  ;• .' 

>i,    X,     h,     H,     X,    1,    1*^,    IX  and  2  IncbeB,  *  . 

Warranted  and  fUlly  proved,  equal  to  the  beet  Pipes  mBnu-     .' 
Ikctured. 

All  orders  addressed  to  us  will  receive  prompt  attention,  and 
bbcral  discounts  from  the  list  of  prices  will  be  allowed  to  th« 
trade. 

REEVES,  BUCK  &  Co., 
Na  46  North  Water  Street,  Phikddpbte. 
July  13, 1864  28.6m. 

Railroad  Iron. 

THE  Undersigned,  having  made  arrangements  abroad,  are 
prepared  to  contract  for  the  delivery  of  Foreign  raih,  of 
approved  brands  upon  the  most  favorable  temia 

They  will  ^.also  make  contracts  for  American  rails,  made  at 
their  Trenton  Works,  froni  Andover  Iron,  in  whole  or  iu  part, 
as  may  be  agreed  upon. 

They  are  prepared  to  (\inush  Teleprapb,  Spring'and  Market 
Wire ;  Braziers  and  Wire  Ro<48 ;  Riveta  and  Merchants  Bars 
to  order,  all  made  exclusively  from  Andover  Iron.  The  atten- 
tkn  of  parties  who  require  Iron  ot  tbe_Tery  best  quality  fo> 
special  purposes,  is  re«p«etftiUy  invited.  ' 

COOPER  &  HSWKTT 
rebruarjr  U,  I860.  17  BurUng.SUp,  N«w  York. 
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For  Sale. 

A  STATIONARY  Engine  having  cylinders  13 
inches  bore  and  20  indies  stroke,  complete  in 
all  respects  and  thiished  in  the  best  manner.  Has 
been  iu  use  about  six  months. 

ROGERa,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
jal.l4  29  tf]  or  74  Broadway,  New  York. 

Tbe  JLowell  Macbine  Sbop 

CONTINUES  to    manufacture  to  order,  FREIGHT    and 
PA38KNGEE    LOCOMOTIVES   of  ditJerent  cUksaes, 
with  the  moet  modem  improvemeiits,— 

also  MACHINISTS-  TOOLS, 
especially  adapted  to  Uailromt  Repair  Shops,  and  to  the  coo- 
gtruction  of  machinery  i;enerally.  These  Tools  are  of  the  most 
approved  construcliuii  aiid  coosist  in  part  of  Engine  Lathes, 
Hand  Lathos,  Vertical  Drilling  Lathes,  and  Planers  of  various 
sizes  and  lengths.  Compound  Planers,  iShaping  Machines,  Slot- 
ting Mac'iines,  Boit  and  Nut  Macliiues,  Gear  Cutting  Engines, 
Chucks,  Compound  Slide  Bests,  Machines  for  boring  Crank 
Pin  Holes  in  Locomotive  driving  wheels,  Trip  hammers,  &c.,  dLC. 
COTTON  MACHINERY  of  all  descriptionB,  BOILERS, 
SHAFTING  and  MILL  WORK,  CASTINGS,  and  all  vrork 
Dsaally  dooe  in  Machine  Shops  and  Foundries. 

WILLIAM  A.  BCKKE,  Supit,  Lowell,  Mass. 

J.  T.  STEVENSON,  Treasurer,  5  Tremont  st  Boston. 


WANTED. — To  take  charge  of  the  sale  or  in- 
troduction of  cerUin  valuable  PATENTED 
MECHANICAL  INVENTIONS,  a  person  who  can 
furnish  satisfactory  evidence  of  character  and 
ability,  for  such  business. — Address,  stating  views 
as  to  remuneration,  &.c.,L.  P.  C,  Post  Office,  New 
York.  44  3t. 


NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— Tbe  Committee  appointed  to  report  in  re- 
gard to  the  financial  affairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  opened  on  the  10th  of  January  next,  for 
the  purchase  of  $4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  1st  February  and  1st  August. 

And  that  for  the  purpose  ol  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  commencing  on  the  Ist  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  iu 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  Nevf  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Bail- 
road  Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  as  can  be  pur- 
chased at  tbe  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  eanceled  by  writing  or  printing  on 
4he  face  "Held  by  tbe  Sinking  Fund  of  the  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  $20,000,000.  After  which 
the  said  monthly  payments  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 
-  And  the  Committee  would  further  recommend 
that  the  Board  of  Directors  adopt  the  following  re- 
solutions : 

WAereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  ■  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
traffic  -on  the  road,  and  the  state  of  the  finances 
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of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justipable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the,new  loan,  after  reimbursing  the  In- 
come Bonds  due  1st  February  next,  be  cbaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amourt  to  10  per  cent,  on 
tbe  Capital  Stock,  this  Company  wil^  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  jpmi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 

(Signed.)  .. ,.,  ,  ..  ,  ;..  . 

CHARLES  MORAN.     >     '    •     ' 
SHEPHERD  KNAPP.    j       Special 
-         WILLIAM  E.  DODGE.   \     Finance 
'  .;'  NELSON  ROBINSON,    I   Committee. 
GEORGE  F.  TALMaN.  J 
New  York,  Oct.,  21, 1864.  -  i— ^- 

Sealed  proposals  will  be  received  at  the  office 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1856,  for  the  purchase  of  $4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  1st  day  ol 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly,  commencing  on  tbe  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
JO  MP  ANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trusteess  shall  invest  the  said 
monthly  payments  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPj^NY  as  can  be  purchased  at  the  low 
est  rates.  And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be  cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COxM- 
PANY  ;"  but  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  a><  they  become 
due,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  $20,- 
000,000.  After  which  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  clo.sed,  and  all  cancelled  bonds  and  the  unpaid 
interest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  snccessful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  ;  20  per  cent,  on  the  20th  of 
January  ;  30  per  cent.  1st  February ;  20  per  cent. 
16th  February,  and  the  balance  on  tbe  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  wUl  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  oflfering  the  prt-sent 
loan  to  the  public  beg  leave  to  state  that  it  will 
be  amply  sufficient  to  pay  tbe  Income  Bonds  re- 
deemable on  the  Ist-  February  next,  and  the  en- 
tire present  floating  debt  of  tbe  Company,  as  well 


as  to  complete  all  the  unfinislied  h  (^rk  now  under 
way. 

By  a  rciKtlution  of  the  Board  of  Directors,  al 
future  outlays  of  every  kind  beyond  the  proceeds 
of  the  present  loan,  will  be  charged  to  expense 
account,  and  paid  from  the  income  of  the  Com- 
pany, after  payment  of  the  interest  on  the  funded 
debt,  and  the  monthly  payment  to  tbe  Sinking 
Fund. 

After  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bonds,  the  position 
of  tbe  Company  will  be — 

Stock 810,094,000 

Bonds  of  18G7,  First  Mortgage 3,000,000 

Bonds  of  18uy,  Second  Martgage 4,000,000 

Bonds  of  1883,  Third  Mortgage 6,000,000 

Bonds  of  1862,  Convertible 3,600,000 

Bonds  of  187 1 ,  Convertible 4,361,000 

Bonds  of  1876,  present  loan 4,000 ,OCK) 

Total «24,b76,000 

In  tbe  opinion  of  the  Directors  it  is  ptrlectly 
sale  to  estimate  the  gross  earnings  of  the  Road, 
for  the  coming  year,  at  $6,000,000,  from  whidi 
must  be  deducted : 

Expenses  66  per  cent $3,800,000 

Seven  per  cent,  on  debt  $24,- 

861,000 1,739,670/ 

Sinking  Fund 420,000 

$6,469,570 

Net  revenue  equal  to  over  6  per  cent.  .,       ■•  * 

on  stock  applicable  to  cash  divideuda 

and  contingencies 640,430 

The  Directors  of  the  Company  are  confident  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  operation  to 
Dunkuk,  have  been  forpasgersand  ireight  aloue— 
1861  to  1862©8,047,748  incheask. 

1852  to  1863  4,138,424  $1,690,676,  say  36|  perct. 
1863  to  1864  6,122,666        934,242,  say  23|  perct. 

The  business  of  the  road  depending  mainly  on 
the  local  traffic,  must  inevitably  increase  iu  tbe 
same  ratio  as  the  population  of  the  Counties 
through  which  it  passes.  In  the  opinion  of  the 
Superintendent,  Mr.  McCoIlum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  in  the 
receipts  be  estimated  at  only  15  per  cent,  per  an- 
num, which  is  not  much  over  one-half  of  the  av- 
erage increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  be  tested  in  1858. 

As  to  the  running  expenses,  as  they  were  only 
534  per  cent,  iu  1863  and  1»64,  there  is  every  pr«- 
bability  that  with  rigid  economy  and  an  increat* 
in  the  traffic,  they  can  be  reduced  to  50  per  ceo* ., 
but  they  have  been  estimated  at  66  per  cent.,eo 
as  to  leave  ample  margin  for  contingencies. 

The  eff>jct  of  the  monthly  purchases  by  the 
Trustees,  of  the  Bonds  of  the  present  i^sue  on 
tneir  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  the  original  purchasers  a  cer- 
Uin profit  within  a  moderate  time ;  for  whilst  the 
amount  outstanding  wid  decrease  each  month,  tbe 
absorption  by  the  Sinking  Fund  will  constantly  in- 
crease by  the  accruing  interest  on  the  Bonds  in 
the  hands  of  tbe  Trustes-i.  In  8i  years  the  Sink- 
ing Fund  will  absorb  $4,768,063,  estimating  all 
the  purchases  <if  bonds  by  the  Sinking  Fund  to  be 
made  at  par.  That  the  Company  will  be  in  a  con. 
dition  to  make  promptly  tbe  monthly  payments 
to  the  Sinking  Fund,  no  one  at  all  acquainted 
with  the  income  of  tbe  Company  can  doubt  for  a 
moment.  All  tbe  past  difficulties  of  the  Company 
have  arisen  from  the  ueftssity  of  contracting  for 
expenditures,  before  securing  the  requisite  funds 
to  meet  them.  This  is  now  entirely  at  an  end, 
whilst  the  daily  increasing  revenue  of  tbe  Com- 
pany miist  inevitably  increase  the  market  value  of 
its  Bonds,  as  well  as  of  its  Slock,  tbe  latter  of 
which  will  no  doubt  ere  long  take  rank  among  our 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "  Pi^posals  for 
New  York  and  Erie  Railroad  Loan,     and  addres- 
sed to  DANIEL  DREW,  Trea.>,nrer,  Erie-place. 
HOMER  RAxMSDELL,  President 

Nathaniel  Marsh,  Secretary. 

New  York,  Oct.  28,  1864. 
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Patent    Wrought   Iron   Rail- 
road Chair. 

THE  un<ler9ignn<1  are  imw  prcpart-il  fo  maniiracture  their 
i'utciit  WroiiKht  Iron  Uailrwttl  Chair,  at  the  r.ile  of  tlftpen 
t^iis  pi-r  <luy.  They  are  made  oxi;liislvcIy  from  l«>sl  Trenton 
Iron,  which  received  the  pnzi'  medal  forslretijfth  attheW^orM's 
fair  at  Londnii. 

The  patent  is  forthc  CHAIR  itself— whk-h  i«  formed  by  rain- 
ing the  li{>  out  of  the  plate  BiUficieiitly  UiRh  to  receive  tlie  rail. 
It  is  (ibvioii«  that  while  the  strain  ni>on  tue  hp  is  eo  slight  as  to 
remove  all  danger  of  iU  lireaking,  it  becomes  less  tlio  more 
tightly  the  lip  m  made  to  cla^p  the  rail.    The  clieapnes.s  and 
durability  of  the  chairs,  and  the  facility  Willi  which  tho  track 
can  be  adjusted,  commend  them  to  public  favor. 
SIZES   AND  I'KICKS. 
A  Chair  8  by  7X  inches,  3-8  inch  thick,  cost  28X  confg. 
"  "  "        7-16  «  "     33        " 

■    '■      't*  ■       >t  It        5.g  II  II     ^j        It 

Otlwr  si«e«  nre  made  to  prder  at  equivalent  rates.    Sample 

Cliaini  will  be  forwarded,  free  ol  change,  on  upplicHtion  to 

COOPKll  At  HEWITT, 
December  1, 1S02,  17  Burhng  Sliis  New  York. 

SfiPTIMUS  IVORRIS, 

Crvn^  MEOHANICAL  &.  CONSULTING  ENGINEER 

OPKis.Krf  his  services  to  R;iilroad  Companies  and  Knjfineers, 
to  provide  them  with  Plans  and  Pro|x)rtious  of  Locomo- 
tives fur  burning  coal  or  wooil  ;  caliinj;  the  atteulion  of  Kiigi- 
neers  and  Kailroad  Mana»,i'rs  to  his  Xrw  Patent  lioileT  J\,r 
burning  Anthracite  CocU ;  al.so  I'ljns  for  l)oi>ot  Bui:din(;><, 
Kail roaiL Tools,  and  all  kinds  of  MacUiiiery  8p|>ertaining  to 
ilailn^ds  ;  he  will  also  superintend  personally'  tJie  construction 
and  buildiuK  of  any  Locomotives  they  may  order,  in  tliis  or  any 
other  city,  so  as  to  insure  tlic  CoinpairicM  receivhig  goiid  ma- 
•tuiMis  and  taithfiil  workuiatmhip. 

Having  been  engage<  I  for  Huiiy  years  professionally  as  Engi- 
neer npiMi  many  of  our  mont  iin|M>rLint  ]^)ads,  in  their  Lo<'a- 
,tion,  Buildini;  :md  Ki|iiipmcnt,  and  fin-  the  last  'M  yciirs  practi- 
cally eiiga(,'t''l  in  the  Maiiulacture  of  Locomotivesi,  feels  j-atis- 
tied,  he  can  siive  the  Vumpanies  irho  mail  think  yruper  to  en- 
gage hin  services,  vmiuj  duUurs,  ntui  toss  by  rereicin^  imperj'trt 
■iHa>:hines,  which  have  been  built  and  |)ut  together  hastily. 

Address  to  No.  28  Soinmer  st,  Philadelphia. 


♦^   To  Civil  Kngineers. 

A  GRADUATE  of  cue  of  tbe  best  .schools  of 
Civil  Eugineering  in  EnroiMJ,  latelj'  rtltirncd 
to  thi.s  country,  wishes  to  connect  iiiinself  with 
au  Etigineer  of  einiueuce  and  cxperienco  as  as- 
sistant. — Reforencos  unexceptionable  as  to  quali- 
flcalions  and  character. — Address  Engineer,  Box 
3285.  P.  O.,  New  York.  2t  45 


KailroafI  Iron. 

2nnn  T<^^'S  Kailmad  Iron,  64  to  60   bs.  per  lineal 
^yjyjyj  yard.    For  sale  by 

''-:■•■.  •  v..  «  M;i  Broadway, 

Neir  York. 
CoDtratts  made  a^:  above  for  Raih  dellvera        <4  £ngli>^h  or 
American  purti  at  lowest  rates. 


NUGJKNT'S  COIiL.EG£ 

*'/"".'  OF 

•  ^  '■    ENGINEERS  AND  MECHANICS, 

.  ."«•-•  -V  Puhtic  Siuare,  Clereiand,  Ohio. 

E.  Nugent,  C.  E.,  Principal. 

TSS  design  of  this  Institution  ia  to  ntTord  jiHing  men  an  op- 
portunity of  acquiriug  a  knowledge  of  tho  profciHiion  of 
Civil  Engineering,  and  to  MecbaniM  luid  Tradesmen  a  sound 
theoretical  and  practical  knowledge  of  MatiKxnatJcs,  Architec- 
tural and  Mechanical  Drafting,  Plain  and  OmauicnUil  Penman- 

•hip,  fcc.  • 

Ik  urtlwr particulars addrtMtbePciDof  tl^jiuMi  ff^A 


£NQ1N££RS. 


^...i>      Atkinson,  T.  C, 

Mininu  und  Civil  Engineer, 

Alexandria,  Ta. 


Barnes,  Oliver  W., 

Chief  Eng.  Pittsburg  and  CnnnclL-^villo  R.K.  Co.,  PitUburg,  Pa. 


Kdward  Boyle, 

Chief  Engineer,  2d,  3d,  and  9th  Avenue  Railroads  New  York 
Office  123  Chambers  st. 

Clement,  Wm.  H., 

Little  Miami  Railroad,  Cincinnati,  Oliio^ 


JaUr 


Cozzens,  W,  H,,      \ 

Engineer  and  Surveyor,  St.  Louis,  Mo. 


Alfred  W.  Craven, 

Chief  Engineer  Croton  Aqueduct,  New  York. 


Cbarles  W.  Copeland, 

Steam  Marine  and  Railway  Engineer, 
64  Broadway,  New  York. 

Davidson,  M.  O., 

Civil  and  Mining  Engineer,  Cumberland,  M4. 


C.  Floyd-Jones., 

,i,  i  X  t .  D'vi.«ioii  Engineer  Sd  and  12th  Divisiona. 
Illinois  Central  Kailboad. 
Vandalia,  IU. 

.,.r      CJay,  Edward  F., 

-..'..■  Civil  Engineer,  Philadelphia,  Pa. 

Gilbert,  Wm.  B., 

Syracuse  aud  Binghamton  Railrcad,  Syracuse,  N.Y. 

Gzowskl,  Mr., 

j'_.  Lawrence  &  Atlantic  Railroad,  Montreal,  Canada. 


Grant,  James  H., 

New  Orleans  and  Nashville  R.R.,  Aberdeen,  Mlsa. 

Holeomb,  F.  P. 

Ohie  Sn;.  Augusta  and  Waynesboro,  and  Savnnnah  an  t  P  naa- 
cola  Bailroada,  MarttaaaviUe,  Uaeoo  Ca.  Oa. 


S.  W.  Hill, 

Mining  Engin'~erand  Surveyor,  Eagle  River, 
Lake  Superior. 


♦  Hnger,  T.  P.,      ;  .,. 

Noirltleastern  Railroad,  Charlestdn,'S.C 


1>.  Mitebell,  Jr., 

Chief  EngiiK'<?r  Pitt^:bnr}^h  aifl  Ptoibenvillo,  and  Chartiers  Valley 
Railroads,  Pittsburg,  Pa. 


,  ,    Saninel  Mc  Elroy,      ; .. ,( 

■  As-'istanl  Kiit,'.ii^i'r,  New  York  Navy  Yard.    ■';  ■   - 

Mills,  Jobn  B.,  Civil  Engineer, 

SackPt-s  Harbor  and  Saratoga  R.  R.,  24  WilBam  St.,  N.  Y. 


Miller,  J.  F., 

Bafialo  and  Conhocton  Valley  Railroad,  Avon,  N. 


Morris,  Ellivood, 

Engineer  and  Agent  DAUPHIN  &  SUSQITEUANNA  CO., 
Cold  Spring,  Lebanon  Co.,  Peutuylvauia. 


Septimns  Norris. 

Civil  and  Mechanical  Engineer,  Philadelphia. 

Saml.  &  G.  H.  Nott7 

Civi  1  Engineers,  No.  6  NiIch'  Building,  Change  Avenue,  Boetom 

Osborne,  Richard  B., 

Civil  Engineer,  Oflico  73  South  4th  sL,  Philadelphia. 


Priehard,  M.  B., 

East  TetiD.  and  Georgia  Railroad,  Knozville,  TeniL 


W.  Milnor  Roberts, 

Chief  Engineer  Alleghany  Valley  Raihr^ad,  Pittisburgh,  Pa. 


Shanly,  Waltery 

Chief  Engineer  By  town  and  Prescott  Railway, 
Proscott,  Canada. 


Roberts,  Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pittsburgh,  Pa. 


»«• 


I'  «« 


Sanford,  C.  O., 

South  Side  Railroad,  Virgiida. 


Schlatter,  Charles  L., 

Civil  Engineer,  Ogdensburgfa,  N.  T. 

Straughan,  J.  R., 

Ohio  iind  InAann  Railroad,  Bucyrua,  Oiiio. 


Steele,  J.  l>ntton,  ? 


potf^tiiwn.  Pa. 


Charles  B.  Stuart, 

Civil  Engineer,  New  York. 


Edward  W.  Serrell, 

Civil  Engineer,  157  Broadway,  New  York, 

P.  J.  Tournadre, 

Chief  Engineer  Vicksburg,  Sbreveport  and  Tezaa  R.R., 
Vioksburg, 


Trantwine,  John  C. 

Civil  Engineer  and  Architect,  Philadelphia. 

Troost,  Licwis, 

Alabama  and  Tennessee  Railroad,  Sdma,  Ala. 


A.  B.  Warford, 

Chief  Engineer,Sasqnehanna  Railrocu],  Harrisbu 


Pa. 


Whipple,  S.. 

Civil  Engineer  and  Bridge  Builder,  Albany,  M.  T 

Wm.  J.  Youn§r 

HAS  ronoved  his  Engineering  and  Surveying  iDStrumfiat  Man 
ufactory  to  No.  33.  North  Seventh  Street,  Philadelphia. 


BUSIX£SS    CARDS. 


Railroad  Instruments. 

THEODOLITES,  TRANSIT  COMPASSES  AND  LEVEL  S 
on  a  new  principle,  with  Eraunliofers  Munich  Glasses,  Sur  ■ 
veyors'  Compasses,  Barometers,  Chains,  Drawing  Instruments  , 
etc.,  all  of  the  best  qiuility  and  workmanship,  for  saie  at  imus- 
ually  low  prices  by  E.  6c  G.  W.  BLUNT, 

New  York,  Dec  1, 1851.  No.  179  Water  street. 

James  Herron,  Civil  ±:ngineer, 

OF  THE  UNITED  STATES  NAVY  YA&D, 
PENSACOLA,  FLORIDA., 

PATENTEE  OF  THE 

HJBRROir     KAIIiWAY     TRACK 

Models  of  this  Track,  on  the  most  improved  plan  may  be 
seen  at  tho  Engineer's  office  of  the  New  York  Sc  Erie  Railroad . 

W.  G.  ATKBJSON; 

AUNING  ENGINEER,   SUBVETMl  AND  DRAFTSMAN 

CUMBERLAND,  MARYLAND,        .?o<r 

Will  attend  to  h'uAineas  in  his  Profaasion  to  the  Coal  Ragkn  add 

vicinity. 

REFERENCES:  „  ^ 

Jerry  Coteles,  Esq.,  New  York.  ■.  _ 

Col  Win.  Youjif  do. 

■    Jaa.   W.  McCuUoh,  Esq.,  late  U.  S.  Treat.,  Washington. 
June  25, 1S63. 

To  engineers,  Architects  and 
Oraughtsmen. 

THE  undersigned  beg^<  respectftilly  to  inform  Gentleman  ta 
the  above  professions,  that  be  has  constantly  on  band  a 
great  variety  of  instruments  for  Field  and  OtUce  use. 

J  AS.  PRENTICE, 
Feb.  9, 1853.  1  Climber  street,  New  York. 


Gas  Fixtures. 

FIXTURES  for  Burning  Gas  for  Lighting  PubUc  Buildin(» 
Private  Dwellingi<,  Stores  and  Factories,  manufactured}/ 
the  subscriber  in  great  variety.  Orders  by  Mail,  or  left  at  the 
Factory  on  Causeway  street,  will  be  promptly  attended  to. 

HENRY  N.  HOOPER  &,  CO. 
Boston,  March  23, 1850. 6ml3 

H.  SAWYI5R 

(of  the  late  firm  of  SAWYER  &  HOBBYx         '*     ' 
Manufactiver  of  Transits  and  Levels,  '' '.' 

HAS  removed  to  Union  Place  near  Warburtoo  Av.,  Yonken. 
N.  Y 


Sewall  &-  crehore 

CIVIL  ENGINEERS, 

ST.  PAUL  MINE80TA. 
Joaava  S.  81WAI.1..  Ohab.  Vais.  OaBBOaa. 

£dge  Tools. 

THE  Underbill  Edge  Tool  Company  manufacture  (Vom  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Toola  for 
tho  New  England,  Southern  and  Western  trade,  including  Axes, 
Adzes,  Picks  and  Chi!>el.s;  all  of  which  are  coustantiy  kept  on 
hand  at  their  Warehouse,  63  Kilby  street,  BostDH 
Bec«mber  18, 18U.  WM.  S.  SAMPSON,  Agmu. 

■  ■  :-^y.} 
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Rall'viray  bcononay  and  ICail'wajr  Blorals. 

Intelligence  and  integrity  are  the  qHalities  ne- 
cessary to  a  proper  managoment  of  railroads. — 
The  former  must  be  possessed  by  the  pvJtlic,  as 
well  as  by  the  persons  iu  charge  of  them.  The 
public,  or  in  other  words,  the  owners  of  railroads, 
are  the  parties  to  be  served,  and  are  to  direct  the 

;:  mode.  The  duties  of  those  entrusted  with  the 
immediate  management  of  roads  are  simply  min- 
isterial. Now  every  person  is  poorly  served  who 
does  not  know  when  he  is  wtU  served.  There  are 
ozceptions,  but  the  rule  is  as  stated.  No  matter 
how  faithfully  disposed,  in  the  outset,  the  employ- 
ees may  be,  they  must  feel  that  those  who  give 
them  their  places  are  able  to  judge  whether  they 
are  well  or  poorly  filled,  or  they  will  forget  their 
obligations,  to  serve  themselves.  In  every  rela- 
tion of  life,  Che  intelligence  of  tho  superior  be- 
comes that  of  the  subordinate — becomes  his  prin- 
.  ciple  of  action,  securing  his  respect,  aud  faithlul 
service.    Such  are  the  conditions  of  success  in 

\   every  enterprise  requiring  the  co-operation  of  a 

'.:■  large  number  of  persons,  and  numerous  grades  of 

service.    By  the  publication  of  the  facts  develop- 

-    ed  in  the  coostruction  and  management  of  rail- 

'*>  roikds,  the  intelligeace  necessary  to  their  proper 


management  is  gradually  acquired  by  their  own- 
ers. It  can  be  acquired  in  uo  other  manner. — 
This  is  the  reason  why  we  have  so  steadily  insis- 
ted upon  the  importance  of  the  publication  of  full 
reports  by  railroad  companies.  Iu  their  publica- 
tion is  involved  no  less  a  problem  than  the  suc- 
cess of  our  roads;  f^r  self  interest  will  always  di- 
rect intelligence  to  its  proper  ends ;  and  when  the 
two  co-exist,  integrity  is  the  product.  It  Is  o(  little 
avail  to  arouse  the  moral  sentiment  against  bad 
management,  if  no  substitute  for  such  exist  in  the 
popular  mind  The  sentiment  against  bad  man- 
agement is  strong  enough  in  England,  but  this 
has  been  unable  to  effect  the  needed  reforms.  It 
is  strong  enough  in  this  country,  but  it  will  not 
alone  save  our  roads  from  disaster.  No  one  among 
us  wishes  to  see  his  own  property,  or  that  of  his 
neighbor  destroyed.  lie  submits  to  the  loss  only 
because  he  cannot  see  any  "mode  bj'  which  it  can 
be  avoided.  So  with  our  railroads.  The  numer- 
ous successful  roads  show  that  they  possess  no  in- 
herent vice,  which  renders  success  impossible. — 
Other  roads  are  unsuccessful — because  they 
have  not  an  equally  intelligent  managemeat. — 
The  reports  of  a  company,  properly  made,  would 
soon  disclose  the  character  of  its  management ; 
and  if  bad,  would  secure  the  needed  reforms.— 
The  wholo  problem  of  success  is  consequently 
narrowed  to  one  proposition. 

In  our  last  article,  we  stated  with  sufficient  dis- 
tinctness the  informaiion  that  reports  should  con 
tain,  and  showed  that  tho  best  examples  of  man- 
agement would  soon  become  the  standard  'or  ev- 
ery road  in  the  country.  We  know  no  reason  why 
any  concealment  should  be  practised.  If  the  di- 
rectors hav«  misjudged,  thfir  feelings  are  not  to 
be  considered.  Those  of  the  stockholders  should 
always  exert  a  paramount  influence.  Yet  how 
few  companies  ever  make  a  clean  breast  of  their 
transactions ;  of  their  entangling  alliances,  of  the 
unlucky  investments  they  have  made,  or  enor- 
mous shaves  to  which  'they  have  submitted. 
These  are,  ivithheld  either  for  the  fear  that  the  di- 
rectors will  be  called  to  account,  or  that  the  stock 
or  securities  of  the  unlucky  road  may  be  affected. 
But  if  the  directors  of  a  company  are  incom- 
petent, ought  not  the  fact  to  be  known,  at  the  ear- 
liest instant  1  If  the  value  of  a  road  be  impaired, 
ought  not  the  Btockholden  and  the  public  (o  koow 


it?  Concealment  only  aggravates  the  evil.  The 
indiscriminate  and  excessive  fluctuations  of  rail- 
road securities  of  all  kinds  show  how  much  in  the 
dark  are  the  public,  which  has  no  firmer  ground 
for  conviction  than  conjecture.  Now  there  is  no 
reason  why  this  should  be  so.  The  public  mind 
would  rest  in  a  state  of  comparative  repose,  did  it 
sec  things  as  they  are.  Its  fluctuations  in  such  case 
would  only  reflect  a  change  ii^  the  actual  value  of 
the  road. 

While  we  must  look  to  the  development  of  a 
higher  standard  of  education  and  intelligence  as 
the  means  of  securing  in  the  end  competent  man- 
agement, there  are  certain  rules,  which  though 
resting  upon  suflicient  reasons  not  necessary  to 
be  developed  at  greater  length,  may  be  laid  down 
as  axioms  in  railway  economy.    •;"  -     .  .      ~- '  *' 

1st.  No  company  should  be  allowed  to  exceed 
the  scope,  or  depart  from  the  articles  of  copartner- 
ship originally  entered  into,  without  the  unanim- 
ous consent  of  the  stockholders. 

When  a  person  goes  into  a  company  upon  a  well 
defined  agreement  as  to  the  objects  in  view,  the 
majority  have  no  right  to  violate  that  agreement. 
If  they  desire  to  introduce  ncir  articles,  it  is  only 
just  that  they  release,  upon  reasonable  terms,  the 
i  objecting  party.  Another  advantage  resultioe 
!  from  holding  compaiyes  to  tho  original  proposi- 
!tions,  is  the  fact,  that  companies  so  held  will  in 
the  outset  take  very  good  care  to  provide  for  all 
future  contingencies  that  may  arise.  '-       \ 

I  2nd.  No  road  should  be  commenced  till  detailed 
and  properly  vouched  estimates  are  prepared  of 
its  cost.  Engineers  should  be  made  responsible 
for  the  correctness  of  their  estimates.  In  such 
case  we  should  have  fewer  examples  of  roads  half 
completed,  crushed  for  want  of  means. 

3d.  Parties  lending  to  railroad  companies 
should  do  so  only  upon  the  basis  of  a  sufficient 
stock  subscription,  obtained  from  those  living  upon 
the  line  of  the  road,  or  immediately  interested  in 
its  proper  construction  or  management.  The 
management  of  a  road  should  always  reside  n-ith 
such  parties  as  have  the  best  opportunities  to 
oversee  it,  and  who  must  pay  the  penalty  for  bad 
management  in  the  loss  of  their  own  property. 

4th.  The  managing  directors  should  rec<;ive 
an  adequate  and  stipulated  sum  for  their 
services    entirelj  devoted    to    the    companj, 
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should  be  held  to  the  ordinary  responsibility  of 
agenta,  and  shoald  nerer  be  allowed  to  derive  any 
incidental  advantage  from  the  position  they  hold. 

5tb.  A  strict  accoantability,  the  pablication  of 
every  important  act  of  erery  oflBcial,  and  serai- 
annnal  reports,  which  shoald  bo  mirrors  of  the  in- 
ternal organizations  and  operations  of  a  company, 
should  be  rigorously  exacted.  ^ 

6th.  We  think,  too,  that  the  stockholders 
of  erery  company  shoald  possess  a  source  of 
information  independent  of  the  directors.  At 
each  annual  meeting,  the  stockholders  should 
choose,  say,  three  of  their  number,  who,  withomt 
having  any  voice  in  the  manafement  of  the  road, 
should  have  access  to  the  books  of  the  company, 
to  all  the  acts  and  agreements  of  the  directors,  to 
all  sources  of  information  that  may  enable  them 
to  form  an  opinion  as  to  the  policy  of  the  directors, 
and  the  management  of  the  road,  and  report,  if 
they  see  cause,  to  the  stockholders,  at  the  annual 
meeting,  aa  well  as  at  other  times.  We  would 
have  thid  committee  appointed,  so  that  the  mi- 
nority should  be  heard,  whieh  could  be  done  by 
allowing  no  stockholder  to  vote  for  moie  than  on9 
of  the  committee,  and  by  making  such  committee 
consist  of  the  three  persons  having  the  highest 
number  of  votes.  As  matters  now  go,  a  hare  ma- 
jority control  the  entire  interest  in  a  road,  allow- 
iDg  the  minority  no  rights  or  voice  in  the  manage- 

-  ment.  Now,  while  the  majority  must  exert  a  par- 
i  amount  authority^  this  is  no  evidence  that  they 
,    are  competent  to  conduct  a  road  properly,  or  that 

the  minority  have  no  right,  or  are  capable  of  ren- 
dering no  service  or  useful  suggestion.      The  lat- 
ter ought  to  hare   the  right  of  examination,  and 
,;  remonstrance,  if  nothing  more.     Suppose  such  a 
<    committee  bo  appointed  by  the  stockholders  of  the 

-  Hudson  River,   Erie  and  Central  roads  of  this 
State.     Assuming  all  these  roads  to  be  well  man- 

,   aged,  it  is  more  than  probable  that  all  suffer  from 
defective  management,  or  oversight  in  many  im- 
portant particulars.     There  are  always  two  sides 
■  to  a  question.and  when  only  one  is  presented  partial 
•   Tiews  are  the  result.     It  may  be  that  the  policy  of 
.•  the  majority  is  radically  wrong,  and  needs  only  to 
be  exposed  to  be  corrected.  Should  companies  ne- 
glect any  stop  that  can  shed  light  upon  and  supply 
.   intelligence  to  its  management. 

We  have  in  previou.s  .irticles  endavored  to  pre- 
aent    the    rationale   of  ^le   railway    system    of 
this  country  ;  to  point  out  the   more   important 
dangers  to  which  it  is  exposed,  and  the  means  by 
which  they  are  to  be  avoided.     If  we  are  correct 
in  our  views,  and  have  suggested  useful  mean  sof 
,    reform,  we  hope  to  have  the  support  of  those  in- 
,   terested,  in  securing  their  adoption.     If  we   point 
.   out  errors  or  abuses  in  their  management  we  hope 
to  be  efiectually  seconded  by  those  most  interest- 
ed,—the  boldera  of  the  stock  and   bonds  in  our 
,  roads.     ';'-  ■,-..^'  '  ..••-   '       ■  -  - 


'     '        Basse X  ftnit  Vir«rT*n  Ilallr««d. 

The  Directors  of  the  Sussex  and  Warren  Rail- 
road Comyauy  are  putting  under  contract  twelve 
miles  of  the  road,  from  Franklin  N.  J.,  to  the  New 

,r  York  State  line.  This  road  will  connect  with  the 
Oraage  and  Sussex  Ilroad  near  Warwick,  in  this 
State.     The  Orange  and  Sussex  connects  at  Ches- 

■  ter  with  tlie  Newburgh  Branch.  When  the  two 
former  roads  are  completed  to  Chester  the  New 
Jersey  Fraiiklinite  company  will  have  an  outlet 
for  their  products  by  railway  to  Newburgh  on  the 
Hudson.    ..-    :^-.  js,g<yj;fc:.v^v,>-iij)    i.^1,.^: 


Railroad  liaiva  of  fjoaislaaa.    ,| 

In  1852,  the  fundamental  law  of  this  State  nn- 
derivent  several  important  alterations,  in  regard 
to  the  construction  of  railroads  and  other  pubUc 
works.  According  to  the  Constitution  of  1 845,  the  Le- 
gislature bad  not  the  power  to  pledge  the  faith  of 
the  State  for  the  paynaent  of  eontracts  made  by 
any  individual  or  corporate  body  beyond  8100,- 
000 ;  unless,  in  the  enactment  creating  the  debt, 
the  ways  and  means  for  its  liquidation  were  also 
provided,  and  unless  the  next  Legislature  chosen 
re-affirmed  the  obligation.  The  State  was  also 
expressly  prohibited  from  subscribing  to  the  stock 
of  any  corporation,  or  creating  corporations  by 
special  statute,  except  for  political  or  muncipal 
purposes.  Besides,  the  existence  of  all  such  bo- 
dies was  limited  to  a  period  of  25  years. 

The  effects  of  this  began  to  be  felt  in  the  trade 
and  prospects  of  New  Orleans.  It  was  found  that 
fur  commercial  purposes  the  Mississippi  vas  be- 
ginning to  be  drained  by  the  railroad  system  of 
the  Northeast,  and  still  more  recently,  by  the 
Southern  cities.  Norfolk,  Charleston,  Savannah 
and  Mobile  had  successively  begun  to  draw  to 
them.selves  the  trade  of  the  Ohio,  Mississippi  and 
Missouri  valleys  ;  threatening  to  render,  in  time, 
the  situation  of  New  Orleans  as  the  key  to  the 
"  Father  of  Waters,"  of  no  consequence  whatever. 
In  the  circumstances,  the  people  felt  that  they 
must  either  make  an  effort  to  keep  abreast  of  the 
improvements  going  on,  or  allow  themselves  to 
completely  fall  behind  in  spite  of  their  enviable 
position. 

In  consequence  of  the  revision  of  the  Constitu- 
tion in  1852,  an  act,  in  the  form  of  a  Qeneral  Law 
for  the  promotion  of  public  improvements,  was 
passed  by  the  Legislature,  and  approved  March 
12th  of  the  same  year.  This  was  followed  by 
special  enactments  for  the  organization  of  the 
New  Orleans,  Jackson,  and  Qreat  Northern  and 
the  New  Orleans,  Opelousas,  and  Great  Western 
Railroads. 

Below  is  given  an  abstract  of  the  most  import- 
ant provisions  of  these  several  enactments. 

Sec.  1.  Of  the  General  Law  authorizes  any 
number  of  persons,  not  less  than  six,  on  compli- 
ance with  the  provisions  of  this  act,  to  organize 
themselves  into  a  corporation  for  the  executing 
of  internal  improvements,  prohibiting  them  from 
engaging  in  any  general  agricultural  or  mercan- 
tile, exchange  or  banking  business  of  any  kind. 

Sec.  2.  Confers  the  usual  corporate  privileges, 
limiting  the  existence  of  the  company  to  25  years. 
(By  a  special  enactment,  the  charters  of  some  Rail- 
road Companies,  as  the  N.  0.,  Jackson  and  Great 
Northern,  have  been  rendered  perpetual,  or  till 
the  voluntary  disolution  of  the  company.) 

Sec.  3.  Requires  to  be  named  in  the  charter 
the  name,  objects,  amount  of  capital,  and  other 
matters  belonging  to  the  corporation. 

Sec.  4.  Requires  the  charter  to  be  entered  in 
the  Recorder's  Office,  and  its  provisions  to  be 
published  in  a  local  newspaper  for  a  certain  per- 
iod previous  to  the  formation  of  the  company. 

Sec.  6.  Gives  the  Stockholders,  at  general 
meetings,  power  to  make  alterations  in  the  act  of 
incorporation,  under  certain  restrictions. 

Sec.  6.  Regulates  the  affairs  of  the  company  in 
case  of  insolvency. 

Sec.  7.  Prohibits  any  Railroad  or  Plankroad 
compaoy  trom  constructing  roads  through  the 


streets  of  any  incorporated  city  or  town,  without 
the  consent  of  the  muncipal  council : — such  con- 
sent, however,  not  to  be  afterwards  withdrawn 
during  the  existence  of  the  company. 

Sec.  8.  Provides  that  no  stockholder  shall  be 
liable  for  the  company's  debts,  beyond  the  amount 
of  unpaid  balance  due  the  company,  or  the  shares 
owned  by  such  stockholder. 

Sec.  9.  By  this  section,  corporations  are  pro- 
hibited from  constracting  their  works  so  as  to  im- 
prede  or  obstruct  the  safe  and  convenient  «se  of 
highways,  prevent  the  drainage  of  land,  or  ob- 
struct the  navigation  of  rivers. 

Sec.  10.  Exempts  companies  formed  under  this 
act  from  the  provisions  of  an  act  passed  in 
1848. 

The  following  additions  and  amendments  were 
subsequently  made  to  the  above  law,  aad  approv- 
ed at  same  date. 

Sec.  1.  Police  Juries  and  muncipal  corporations 
arc  permitted  to  subscribe  to  the  stock  of  corpor- 
ations for  executing  works  of  internal  improve- 
ment in  the  following  manner. 

See.  2.  All  ordinances  so  passed  shall  conttLinJirsi 
a  statement  of  the  number  and  amount  of  shares 
purported  to  the  subscribed ;  second,  the  levy  of  a 
tax  on  the  landed  estate  sufficient  to  pay  the 
amount  of  said  subscription. 

Sec.  3,  The  same  to  be  approved  by  a  majority 
of  the  votes  on  whose  property  the  tax  is  to  be 
levied,  at  a  special  election  to  be  held  for  that 
purpose.  Should  such  proposed  ordinance  be  re- 
jected, the  sense  of  the  voters  in  like  manner  may 
be  again  taken,  at  any  subsequent  period,  and  at 
an  interval  of  not  less  than  six  months. 

Sec.  4.  Enjoins  that  stock  so  subscribed  shall 
not  belong  to  the  corporation  or  parish,  but  to  the 
tax-payers.  When  less  than  full  shares  have  been 
paid,  the  party  to  have  the  right  of  contributing 
sufficient  to  pay  up  the  balance  of  such  shares. 

By  an  act  approved  April  2^,  1853,  the  Legis- 
lature made  provisions  for  giving  the  aid  of  the 
Btate  to  Railroads  and  Plankroads,  in  the  follow- 
ing manner. 

By  the  first  section  it  is  made  the  duty  of  the 
State  Treasurer,  whenever  he  shall  be  authorized 
by  a  special  law,  to  subscribe  to  such  works  on 
behalf  of  the  State,  to  the  amount  of  one-fiflh  of 
their  capital  stock.  The  second  section  requires 
that  for  the  payment  of  the  above,  the  Governor 
shall  issue  coupon  State  bonds  bearing  interest  at 
6  per  cent,  and  payable  at  40  years,  which  bonds 
are  to  be  transferred  to  the  Railread  or  Plank 
road  Company,  The  third  section  enjoins  that 
these  shall  be  issued  only  in  proportion  to  the  ac- 
tual payments  made  from  other  soarces.  Section 
fourth  requires  that  all  bonds  thus  issued  shall  be 
received  by  the  companies  at  not  less  than  par; 
but  should  they  be  sold  for  more  than  par  value, 
the  President  to  pay  into  the  Treasury  ef  the 
State  tho  excess  received,  to  be  applied  to  the  ap- 
propriation for  interest  on  the  same.  By  the  fifth 
Section,  the  President  of  any  company  in  which 
the  State  shall  be  a  .subscriber,  is  required  to  fur- 
nish the  Governor  on  the  application  for  such 
bonds,  a  statement  of  the  amount  called  in  and 
received  from  individuals,  and  other  subscriptions 
certified  under  oath ;  on  the  receipt  of  which  the 
Governor  is  enjoined  to  issue  bonds  in  the  man- 
ner authorised.  The  sixth  section  makes  the 
stock  thus  held  by  the  State  with  its  revenues,  to 
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be  especially  set  ap&rt  for  the  payment  of  th« 
principal  and  interest  of  the  bonds  thus  issued. — 
Section  seyenth  makes  an  appropriation  by  the 
State  for  the  payment  of  the  interest  on  the  bonds, 
until  the  company  shall  declare  six  per  cent,  di- 
vidends, also  when  the  revenues  amount  to  eight 
per  cent,  or  more,  the  excess  over  six  to  be  appli- 
ed to  the  purchase  of  the  boads.  Section  eighth 
gives  the  Governor  and  Senate  authority  to  ap- 
point three  of  the  Board  of  Directors.  Section 
ninth  directs  that  when  the  General  Assembly 
shall  authorize  the  loan  of  public  bonds  to  any 
such  Company,  they  shall  be  issued  in  the  same 
manner  and  terms  as  when  subscribed,  and  pro- 
vision made  in  the  act  for  their  redemption  ;  be- 
sides requiring  security  from  the  company  of 
their  being  paid  at  maturity.  The  tenth  section 
requires  the  President  and  Directors  of  the  road  in 
which  the  State  is  a  Stockholders,  to  make  a  re- 
port on  the  condition  of  the  company  within  one 
week  of  the  meeting  of  the  Legislature,  each  year. 

Vermont  and  Massacltaaetts  Railroad. 

Siation — in  Boston,  Fitchburgh   Railroad  Sta- 
tion. iiT^  ;  „  j;. 
Oncers— President :  Thomas  WhJttembre. 

Treasurer :  John  BQgers,  Office  13  Ex- 
change street,  Boston.  ,  .  Z  "■ .-  -.    .  • ' 

Superintendent :  OtisT.  Rnggle8,Fitch- 
burg. 

Annual  Meeting  :  Second  Wednesday  in  Febru- 
ary.   Close  of  financial  year,  December  31st. 

CHARTER.S. 

The  Vermont  and  Massachusetts  Railroad,  with 
its  branch  to  Greenfield,  was  constructed  under 
authority  given  in  three  charters. 

First,  The  Act  of  the  Legislature  of  Ma.s.sachu- 
setts,  March  15th,  1844,  empowering  the  Vermont 
and  Massachusetts  Railroad  Company  to  build  a 
road  from  some  convenient  point  on  the  Fitchburg 
Railroad,  in  Fitchburg,  by  certain  specified  routes, 
to  the  southern  boundary,  or  Vernon,  or  Guilford, 
in  Vermont,  or  to  the  Southern  boundary  of  Win- 
chester in  New  Hampshire. 

Second,  The  Act  of  the  Legislature  of  Vermont, 
Oct.  1848,  authorising  the  Brattleboro'  and  Fitch- 
burg Railroad  Company  to  build  a  road  from  Brat- 
tleboro' to  meet  the  Fitchburg  Railroad  at  the  line 
of  the  State. 

Third,  The  Act  of  the  Legislature  of  Massa- 
chusetts, May  8,  1848,  authorizing  the  Greenfield 
and  Fitchburg  Railroad  Company  to  build  a  road 
from  the  Vermont  and  Massachusetts  Railroad  in 
Montague,  to  the  town  of  Greenfield. 

By  subsequent  legislation  in  Vermont  and  Mas- 
sachusetts, those  companies  were  united  and  be- 
came one  Ctppany  \  so  that  the  road  from  Fitch- 
bnrgh  to  Brattleboro',  and  also  the  branch  to 
Qreenfield  are  owned  by  the  Vermont  and  Massach- 
setts  Railroad  Company,  which  has  been  author- 
ised, from  time  to  time,  to  increase  their  capital 
stock,  issue  preferred  stock,  and  to  give  a  mort- 
gage of  the  road  to  trustees  for  the  security  of 
bondholders. 

HISTORY,  DESCRIPTION  AND  CONSTRUCTION. 

The  Vermont  and  Massachusetts  Railroad  Com- 
pany was  organized  November,  1844.  At  the 
time  of  its  incorporation  the  policy  of  the  State  of 
New  Hampshire  not  being  such  as  to  encourage 
railroad  enterprLses,  the  construction  of  a  road 
through  the  northern  part  ef  Massachusetts  to 
Vermont  was  regarded  as  the  most  promising  me- 


thod of  obtaining  communication  with  the  upper 
valley  of  the  Connecticut,  Northern  New  York, 
and  the  Canadas,  whilst  at  the  same  time  another 
avenue  would  eventnally  be  opened  by  way  of 
Troy,  to  the  West.  To  accomplish  these  objects 
was  a  main  design,  though  much  was  expected 
from  way  business,  in  undertaking  the  Vermont 
and  Massachusetts  Railroad.  The  road  commences 
at  Fitchburg,  in  the  county  of  Worcester,  passes 
by  the  valley  of  Nashua,  to  the  summit,  twelve 
miles  above  Fitchburg,  then  seizes  upon  the  val- 
ley of  the  Otter  river,  (a  branch  of  Miller's)  in 
Gardner,  which  it  generally  follows  to  the  conflu- 
ence with  Miller's  in  Winchendon;  from  that  point 
it  keeps  tho  valley  of  this  latter  stream  to  Grout's 
corner  in  Montague,  and  thence  runs  along  the 
Connecticut,  through  Northfleld,  crossing  the  Con- 
necticut river  near  the  State  line  of  Vermont,  and 
thence  up  the  Westerly  side  to  Brattleboro'.  On 
portions  of  the  line  the  excavation  was  hard  pan, 
and  there  were  also  deep  rock  cuttings ;  oh  other 
portions,  numerous  and  costly  bridges,  large 
amounts  of  masonry,  and  heavy  embankments  on 
the  river  banks  were  necessary.  The  Connecticut 
is  crossed  at  Northield,  at  a  difficult  point  by 
an  expensive  bridge  of  four  spans,  166  feet  each, 
with  a  way  for  common  travel  on  the  lower  cord 
and  for  the  trains  on  the  decV.  The  construction 
of  the  road  commenced  in  Autumn  of  1845;  it  was 
opened  to  Baldwinville,  21  miles,  October,  1847; 
to  Athol  83  miles,  January,  1848  ;  to  Grout's  cor- 
ner, 48  miles,  December,  1848;  and  to  Brattleboro' 
69  miles,  February  12,  1850.  The  Greenfield 
Branch  from  Grouts'  corner  to  Qreenfield,  8  miles, 
was  begun  in  1849,  but  not  completed  until  De- 
cember, 1850. 

The  principal  characteristics  of  the  Vermontand 
Massachusetts  Railroad  are  as  follows :      j 

Length  of  main  road,  single  track,  69  miles. 

Length  of  Greenfield  Branch,  8  miles. 

Length  of  sidings,  b}^  miles.  .1 

Weight  of  rail  per  yard,  66  lbs. 

Maximum  grade  with  its  length  in  main  road  58 
feet  for  1  6-10  miles. 

Maximum  grade  with  its  length  in  Branch  45 
feet  for  Z%  miles. 

Total  rise  in  main  road  808  teet  ^  total  fall  990 
feeL  *.  -  --■  '''>-.  '■'':'■  "■•>^v/ ■■'■  ■  >;    ' 

Total  rise  in  branch  road  81  feet ;  tot^l  fall  168 
feet. 

Shortest  radius  of  curvature,  with  length  of 
curve  in  main  road,  1,000  feet  for  1,900  feet;  ex- 
cept at  Grouts'  corner,  where  it  is  924  feet  for  1  ,- 
200  feet. 

Shortest  radius  &c.  in  branch  1 ,000  feet  for  40o 
feet. 

Total  degrees  of  curvature  in  main  road  3,314°. 

Do.  in  branch  road  607°. 

Straight  line  in  main  road  27^^  miles. 

Do.  branch  8'9  miles.  ■■     -  \ 

Wooden  truss  bridges  6,738  feet. 

Way  stations  16,  flag  stations  2,  total  18. 

Equipment — Engines  12.       ;  •       - 
Passenger  cars  8. 
Baggage  cars  5.         ' 
Merchandize  cars  174 
Gravel  cars  25. 

CONNECTIONS   .AND    CHARICTER    OF    BCStNESS.* 

By  the  Cheshire  B.  R.  at  Ashburnbam,  and  the 
Vermont  Roads  at  Brattleboro',  the  Vermont  amd 
Massachusetts  Railroad  is  coDuected  with  the 
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lines  in  Vermont  to  Canada  and  Northern  and 
Western  New  York,  At  Greenfield,  it  joins  the 
Connecticut  Biver  Railroad,  and  at  the  same 
point,  it  will  unite  with  the  Troy  and  Greenfield 
Railroad  when  completed.  These  junctions  indi- 
cate the  character  of  the  business  derived  from 
other  roads,  to  which  it  is  partially  a  trunk  road. 
Its  way  business,  as  to  freight,  is  of  a  miscellan- 
eous character.  Passing  through  or  ronning  near 
towns  eajoying  water-power  facilities,  it  transport* 
a  variety  of  manufactures,  among  which  are  large 
quantities  of  wooden  ware,  chairs,  tables,  &.c  (»n 
the  route  are  eligible  sites  for  mill  privllege.s- not 
yet  improved  to  their  full  capacity,  w\»ich  would 
admit  of  extensive  manufacturing  i'stab'i>hmouts 
There  has  been  a  gradual  increase  of  the  business 
of  the  road  since  its  opening,  as  will  api>ear  from 
the  following  tables : 
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Gain  in  1850  over  1849 S;J2,576  99 

"     "1861     "     1860 18,228  80 

"     "1862    "     1861 24,983  16 

"     "1853     "     1852 27,948  29 

FINANCES. 

Almost  from  the  outset,  the  Vermont  and  Mass. 
Railroad  Company  had  to  contend  with  serious 
pecuniary  difficnlti^,  growing  out  of  the  change 
of  policy  in  New  Hampshire  which  led  to  the  in- 
corporation of  competing  roads,  the  costliness  of 
their  enterprise,  and  the  pressure  in  the  money 
market.  They  failed  in  an  application  for  the  aid 
of  the  State,  and  were  compelled  to  carry  forward 
their  undertaking  against  many  obstacles  and 
much  opposition.  To  meet  the  monetary  embar- 
rassment and  complete  the  road,  ttock  was  sold 
at  a  discount,  bonds  issued  and  loans  obtained  at 
high  rates  of  interest,  and  by  payment  for  indi- 
vidual guarantee  of  notes  of  the  Company.  But 
these  expedients  were  not  sutlicient;  and  in  the 
summer  of  1849,  by  a  vote  of  the  stockholders, 
the  road  and  the  franchise  thereof  were  mort- 
f  aged  to  secure  the  bonds  of  the  Company  to  the 
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amount  of  eleven  buudrcd  tbousaDd  dollars.  This 
was  done  for  tbree  avowed  purposes,  viz:  1st,  to 
pay  the  floating  debt;  2d,  to  finish  the  Greenfield 
Branch;  and  8d,  to  cover  the  amount  of  outstand- 
ing bonds.  This  restored  ibe  credit  of  the  com- 
pany. The  Treasurer's  statement,  at  the  close  of 
the  last  Joancial  year,  was  as  follows  : 

Statement  ihowivg  the  Cost,  Mileage,  tf-c,  ^c.,of 
the  Vt^viofit  and  AJufsac/iusells  RaUroad,  from 
Us  opining  to  ihe  present  tivu. 
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::::::;         Per  centage  of 
:::;:::        Gross  Earnings. 

::::;::  Do.  of  Net 

:::::::  Earnings. 

Oeneral  Staterrunt  of  the  Vermont  and  Matt.  R.R. 

Company. 
Dr. 

Constmction  Accounts,  including 
Main  Road  &.  Greenfield  Branch, 
Equipment,  Interest  Dividends  & 

Discount  on  Bonds  sold $8,458,488  42 

Ca.sh,on  hand 28.854  54 

Machine  Sliop  Stock  (on  hand) 7.143  b6 

Fuel,  on  hand 18,369  60 

Oil  and  W..>l.-,  do 351  91 

N..tes  Receivable 17,219  6'' 

Suiidry   Accounts 6,519  39 

Ca^ll  and  balances  due  from  connect- 
ing roads 17,537  83 

>-^  .;-.--.;  ,     $3,642,984  94 


Cr. 

Capital  Stock $2,233,959  87 

Total  amount  of  Bonds  issned 969,0U0  00 

Notes  payable 176,792  68 

Road  Rent  in  1848 69,292  61 

Road  Income,  after  paying  Interest 

and  all  Expenses,  from  January, 

1849,  to  date 104,618  81 

Sundry  small  accounts 421  47 

">  ■  ;V     r-     •••     ;:  03^542,984  94 
Boston,  Dec.  31st,  1853. 


Iiocomotlve  tor  the  Nmrrowr  Oaace* 

A  rare  chance  is  now  offered  by  the  New  Jersey 
Locomotive  and  Machine  Co.  for  the  puchase  of  a 
new  Engine,  adapted  to  the  four  foot  eight  and 
one-half  inch  gauge.  For  a  full  description  of  the 
Engine,  see  advertisement.  The  reputation  of  this 
company  for  constructing  engines  of  the  best  pat- 
terns, choicest  materials,  and  giving  them  the 
highest  finish,  is  as  good  as  that  of  any  other  es- 
tablishment in  the  country.  The  Engine  is^  no 
^oubt,  a  good  one,  and,  as  will  be  seen,  was  made 
to  order  for  a  road  which  is  unable  to  pay  for  it, 
on  which  account  it  will  be  sold  at  a  bargain. 


Tbe  Old   Colony  and  Fall  River  Railroads. 

Station — Kneeland,  near  Sea  street,  Boston. 
Officers'^  President :  Alexander  Holmes. 
-    ,      Treasurer:  John  M.  Washburn. 
.,  Superintendent :  George  Haven. 
(Offices  at  the  Sution.) 
Annual  Meeting :  Last  Thursday  in  January. 
As  the  above  companies  were  consolidated  Sep- 
tember 6tb  1864,   the  history  of  each  is  given  up 
to  the  time  of  that   event.      To  this   is  added 
an  account  of  the  terms  alid  arrangements  of  the 
consolidation. 

Old  Colont  Railroad.       .  ' 

CHARTIR.  -    -  '"" 

The  Old  Colony  Railroad  Company,  with  a  cap- 
ital of  ten  thousand  shares  of  one  hundred  dollars 
each,  was  incorporated  by  the  Legislature  of  Mas- 
sachusetts, March  16tb,  1844,  and  authjrized,  on 
the  usual  conditions,  restrictions,  li^ibilitles,  and 
reservations,  to  construct  a  railroad  from  a  point 
in  South  Boston  through  Dorchester,  Quincy, 
Braintree,  and  other  towns  to  Plymojth.  Sub- 
sequent Acts,  passed  1846-1864,  empowered  the 
Com[)imy  to  extend  their  road  into  Boston  proper ; 
to  build  a  branch  from  Abington  to  Bridgewater, 
with  an  alternaiive  right  of  building  a  road  from 
Bridgewater  to  South  Braintree,  now  a  part  of  the 
Fall  River  Railroad,  and  to  malte  other  branches  ; 
to  widen  the  road,  and  lay  a  aecond  track  be- 
tween Boston  and  South  Braintree ;  to  increase 
their  capital  stock  ;  to  lease  and  operate  certain 
connecting  roads;  to  unite  with  the  Fall  River 
Railroad  Company,  as  hereinafter  specified. 

HISTORICAL    NOTICE. 

The  Company  was  organised  June  26th,  1844, 
and  the  road  was  soon  after  located,  and  placed 
under  contract.  It  was  so  far  completed,  as  to 
be  partially  opened  for  travel  bv;tween  South  Bos- 
ton and  Plymouth,  N-v.  10,  1846.  In  1846,  the 
road  was  extended  into  Boston,  and  by  an  ar- 
rangement with  the  Boston  and  Worcester  Rail- 
road Corporation,  a  station  on  Albany  street  ad- 
joining that  of  the  Boston  and  Worcester  Railroad 
was  rented  for  the  use  of  passenger  trains.  The 
AbiogtOQ  Branch  (extending  from  the  main  road 


in  Abington  to  Bridgewater)  was  built  in  1846-7, 
the  company  having  elected  to  build  it  rather 
than  the  road  from  Bridgewater  to  SoutbBraintree, 
which  they  had  the  alternative  right  of  building, 
and  opened  for  travel,  June,  1847.  The  present 
station,  on  Kneeland  street,  was  erected  and  oc- 
cupied in  1847.  Eleven  and  a  half  miles  o.' 
second  track,  from  Boston  to  the  junction  with 
the  Fall  River  Road  at  South  Braintree,  were  built 
in  1848. 

In  the  autumn  of  1847,  two  leases  were  taken, 
and  a  contract  made,  which  are  important  features 
in  the  history  of  the  Old  Colony  Railroad. 

By  the  first  lease,  Sept.  20th,  1847,  the  Company 
covenanted,  on  the  completion  of  the  South  Shore 
Railroad  in  a  satisfactory  manner,  to  maintain, 
keep  in  complete  repair,  and  operate  as  if  a  part 
of  their  own  road,  said  South  Shore  Railroad, 
for  a  term  of  five  years,  paying  six  per  cent,  on 
its  cost  annually,  as  rent.  The  Company  further 
covenanl^  that,  when  six  miles  of  the  South 
Shore  Railroad  should  be  graded  and  ready  for 
the  superstructure,  to  guarantee  the  payment  of 
the  bonds  or  notes  of  the  South  Shore  Raikoad 
Company,  for  the  sum  of  9i25,000,  payable  in 
seven  yeau's  from  their  date,  with  interest  semi- 
annually ;  and  when  the  whole  of  said  South 
Shore  Railroad  should  be  graded  and  ready  for 
the  superstructure,  to  give  a  like  guarantee  for 
the  payment  of  bonds  or  notes,  for  a  liko  sum  of 
$26,000,  in  ten  years  from  their  date,  with  inter- 
est semi-annually ;  the  Old  Colony  Railroad  Com- 
pany to  be  secured  and  indemnified  by  a  mort- 
gage of  the  South  Shore  Railroad.  The  Old 
Colony  Railroad  Company  reserved  the  right  to 
renew  this  lease,  on  the  expiration  of  the  first  five 
years,  for  another  term  of  five  years,  paying  7  per 
cent,  as  rent. 

The  guarantees  specified  in  the  lease  were  given 
in  September,  1848,  and  in  May,  1849.  No  mort- 
gage of  the  South  Shore  Railroad  appears  to  have 
been  given;  and  the  bonds  were  cancelled  in 
1860-61. 

The  reason  why  no  mortgage  was  given,  was 
because  the  South  Shore  R.  R.  Co.  were  obliged  to 
raise  more  money  to  complete  their  road,  and  if 
the  arrangement  bad  been  carried  out,  they  would 
have  had  no  security  but  a  second  mortgage  to 
ofier,  and  at  that  time,  no  money  could  have  been 
borrowed  upon  it.  So  it  was  agreed  that  the  Old 
Colony  Railroad  Company  should  be  discharged 
from  their  agreement  to  guarantee  the  bonds,  and 
that  the  bonds  which  had  t>eeu  guaranteed  and  is- 
sued should  be  taken  up  and  returned.  The 
South  Shore  Company  subsequently  mortgaged 
their  road  for  a  larger  sum  than  was  provided  for 
in  that  agreement.  * 

The  South  Shore  Railroad  was  opened  for  travel 
January  1st,  1849. 

By  the  second  feoie,  November  10th,  1847,  the 
Old  Colonv  Railroad  Company  agreed  to  keep  in 
repair  and  operate  the  Dorchester  and  Milton 
Branch  Railroad,  running  over  it  not  less  than 
eight  times  daily,  for  five  years  from  the  time 
said  railroad  should  be  completed  ai,d  in  order  for 
use,  and  to  pay  six  per  cent,  per  annum  on  its 
cost,  as  rent.  Further  conditions  of  the  lease 
were,  that  the  lessees  should  have  the  right  any 
time  during  its  continuance  to  purchase  •the 
Branch,  paying  therefor  in  stock  of  the  Old  Colony 
Railroad  at  its  par  value,  and  that  the  lessees,  if  so 
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ekctiog,  might  coatiuae  the  contract  for  a  secona 
flre  years ;  provided,  hovrever,  that  for  this  second 
term,  the  ranning  over  the  road  more  than  two 
tripa  each  day,  was  to  be  at  the  option  of  the  les- 
sees. 

The  Dorchester  and  Milton  Branch  was  opened 
for  travel  in  December,  1847. 

To  adjost  di£ScuIties  which  had  arisen  under 
the  leases,  new  agreements  were  made  in  1851. 
First,  with  the  Dorchester  and  Milton  Branch,  by 
which  the  right  of  that  Company  to  renew  the 
lease  was  compromised  by  an  actaa^  renewal  for 
three  years,  or  until  January  1st,  1866 ;  the  Old 
Colony  Railroad  Company  taking  a  mortgage  to 
relieve  them  against  the  endorsement  of  the  S30,- 
000  of  bonds.  Second,  with  the  South  Shore 
Railroad  Co.,  fixing  the  two  times  on  which  the 
rent  specified  in  the  lease  should  be  paid,  and  ad- 
josting  other  matters  of  difiRirence.  The  lease  ex- 
pired April,  1864,  and  was  not  renewed. 

The  contract  entered  into  December  Ist,  1847, 
was  with  the  Fall  Biver  Railroad  Corporation. — 
By  the  terms  of  this  contract,  extending  from  its 
dat«  to  August  4th,  1856,  the  Old  Colony  Railroad 
Company  were  to  build  a  second  track  of  llj^ 
miles  from  Boston  to  the  junction  at  South  Brain- 
tree,  furnish  the  Fall  River  Railroad  Company 
with  all  necessary  and  convenient  accommodations 
for  passengeri,  merchandize  and  cars  at  the  sta- 
tions on  the  line,  and  at  the  terminus  of  their 
road ;  and  the  latter  company  were  reciprocally  to 
do  the  same.  The  Fall  River  Railroad  Company 
were  to  take  the  risk  of  their  cars,  and  of  the  mer- 
chandize transported  bj  them,  when  on  the  Old 
Colony  Road ;  and  the  Old  Colony  Railroad  Com- 
pany were  to  take  the  risk  of  passengers.  Each 
corporation  was  to  find  its  own  clerks,  agents,  d&c. ; 
and  other  articles,  unnecessary  to  be  specified 
here,  were  provided  lor  in  the  agreement.  The 
service  to  be  performed  by  the  Old  Colony  Rail- 
road Company,  was  to  take  over  their  road  to 
Boston  all  regular  trains  of  the  Fall  River  Rail- 
road delivered  at  the  Southern  terminus  of  that 
road  in  the  village  of  South  Braintree ;  also  to  de- 
liver returning  trains  from  Boston  at  said  terminus, 
at  such  times  as  the  Fall  River  Railroad  Company 
should  elect ;  and  when  desired  by  the  other  con  - 
tracting  party  two  daily  passenger  trains,  besides 
the  steamboat  train,  were  to  be  taken  each  way, 
stopping  only  at  North  Braintree  and  Quincy,  un- 
less to  leave  or  take  passengers  for  the  Fall  River 
Road.  The  proceeds  from  the  transportation  of 
passengers  and  merchandize  were  to  be  divided 
betweea  the  two  corporations,  pro  rata,  according 
to  the  distance  carried  on  the  roads  of  each ;  the 
Old  Colony  Company  paying  to  the  Fall  River 
Railroad  Company  for  the  use  of  cars,  risk  there- 
of, and  the  benefits  of  the  connection,  one  half  cent 
p«r  mile  per  passenger,  and  one  half  cent  per  mile 
per  ton  for  merchandize  when  on  the  Old  Colony 
Road. 

At  the  annual  meeting  of  the  stockholders  of  the 
Old  Colony  Railroad  Corporation,  December  26th, 

1849,  a  committee  of  investigation  was  appointed 
to  examine  the  affairs  of  the  Company.  This  com- 
mittee made  a  report,  under  date  of  April  8th, 

1850,  in  which  they  stated  that  the  accounts  of 
the  Company  had  be^n  improperly  and  incorrectly 
kept; — that  the  road  had  been  injured  by  the  run- 
ning of  heavy  gravel  trains  under  agreement  with 
Mr.  Evans,  contractor,  for  the  purpose  of  filling 
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up  ct-rlaiu  finii*  iu  ibc  suutlierlj  p.irl  ul  ii^»eloii ; 
that  the  leases,  above  described,  had  resulted  in 
serious  losses,  the  contract  with  the  Fall  River 
Railroad  Company  working  unfavorably;  that 
the  building  of  the  Abiogton  Branch  was  an 
investment  which  had  yielded  no  income  ;  and 
that  these  and  othe^lBauses  accounted  for  the 
comparative  unprofitableness  of  the  Old  Colony 
Railroad. 

DESCRIPTION    AND    PHT8IC1L   PEATCRES. 

The  Old  Colony  Railroad  leases  Boston  near  the 
foot  of  Kneeland  Street,  passes  by  a  bridge  and 
embankment,  tp  and  through  the  westerly  comer 
of  South  Boston,  across  Dorchester  Avenue,  (for- 
merly Dorchester  Turnpike,)  over  the  marshes, 
Dorchester  Bay  and  Neponset  River  to  Quincy ; 
thence  by  way  of  Braintree,  South  Weymouth, 
Abington,  East  Bridgewater  and  other  towns  to 
Plymouth,  the  line  being  generally  not  far  fVom 
the  sea  shore.  There  is  but  little  of  deep  cutting 
or  high  embankment  on  the  whole  route,  excellent 
gravel  having  been  found  along  the  route.  The 
road  bed  is  uncommonly  good,  and  generally  free 
from  water.  The  principal  features  of  the  main 
road  and  its  branch  are  given  in  the  Report  for 
1858,  as  follows : 

Length  of  main  road 37^  miles 

Single  track  on  main  road 25^    "' 

Double  track  on  main  road 11>^     " 

Length  of  Abington  Branch  .single  track.  7^ 

Sidings,  &.c., 6'765 

Weight  of  rail,  main  road 56  to  70  lbs  per  yd. 

"    branch 60  to  66  "     "      " 

Maximum  grade  in  main  road.39'6  feet  for  6,000  fl. 
branch  "    ^9-6  "      "  10,600  ft. 
Total  rise  and  fall  in  main  "  509-2  " 
Shortest     radius  of  curva- 
ture in  main  road 620 

Total  degrees  of  ciu-vature 

in  main  road  — 86  8° 

Straight  line  in  main  road..     80  miles,   860 
"     branch    "  6      "     4,708 

Wooden  truss  bridges 217 

Other  wooden     "       2.916 

WayStotion '  16 

Flag      "       7 

Equipment  engines 18 

Passenger  cars 26 

Baggage      "     4 

Merchandize  cars 160 

Gravel         "    20 

The  road  is  in  good  repair,  and  run  with  care 
and  safety. 

CHARACTER  OF    BCSINE88. 

Its  route  being  through  a  number  of  populous 
and  thriving  villages,  the  Old  Colony  Railroad  has 
had  a  large  amount  of  way  travel.  By  its  connec- 
tions it  has  obtained  passengers  and  freight  from 
the  South  Shore,  Cape  Cod,  Bristol  County,  Nan- 
tucket, Dukes  County  and  New  York.  On*  the 
line  aie  extensive  manufactures  of  shoes,  iron 
works,  and  other  manufacturing  establishments.-— 
The  road  has  also  been  largely  engaged  iu  trans- 
portation of  gravel  for  filling  up  fiats  for  the  city 
of  Boston,  and  for  other  purposes. 

FINANCIAL  CONDITION.  f  •«.' 

The  policy  of  the  Directors  for  a  few  past  years 
has  been  to  reduce  the  capital  and  provide  for  the 
liquidation  of  the  debt :  and  to  this  end  the  sur- 
plus earnings  have  been  reserved.  The  Report  of 
1853  gives  the  capital  slock  paid  in  as  $1,964,- 
070  00;  the  Funded  Debt  as  fi223,200  00;  the 
Floating  Debt  as  $70,888  13 ;  the  Total  Surplus  as 
$274(863  15.  The  average  rate  of  interest  paid 
during  the  year  was  6  per  cent,  per  annum.  . 
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gers;  j  Receipts  from  Freight;  Miscellantons ; 
Earniings  per  mile;  percentage  of  gross  Earn- 
ings ;  I  Do.  of  net  Earnings,  of  ike  Old  Colony 
Railrdad  since  the  opening  of  tAeJlrst  -divition  U 
the  prisent  time. 
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Receipts  tnm. 
Passecgers. 


Receipts  from  x 
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Misoellaneovfl. 


Earnings 
per    MU*. 


Per  cent,  of  Grow 
,   Earnings. 


Per  cent,  of  Net  . 
EamiDgs. 

*  the  expenses  are  be^e  obtained  by  deducting 
the  net  earnings  from  the  gro^  receipts  as  these 
are  g^ven  in  the  Reports  to  the  Li-^-iMafure  ;  but 
in  th^se  reports  tVie  items  under  the  head  <  f  Ex- 
penditures, amount  when  carried  out,  to  372,107- 
for  1$46,  and  to  $126,184  for  1847. 

t  After  deducting,  the  Report  says,  besides  ex 
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Fall  Ritcr  Railroad. 

CHARTERS,  tC. 

The  Fall  River  Branch  Railroad  Cotupany  was 
incorporated,  March  14tb,  1844,  with  authority  to 
build  a  road  from  Fall  River  cither  to  Myricka 
gtatioQ  on  the  New  Bedford  and  Taunton  Railroad, 
in  Taunton,  or  to  the  station  of  the  Taunton 
Branch  Railroad  in  Taunton.  On  the  25th  day 
of  March,  1845,  the  Randolph  and  Bridgewater 
Railroad  Company  waii  incorporated,  and'  author- 
ized to  build  a  road  from  Bridgewater  to  the  Old 
Colony  Railroad  in  Braintree  or  Quincy  ;  and  on 
the  26th  of  March,  1845,  the  Middleborough 
Railroad  Company,  with  authority  to  build  a  road 
from  Bridgewater  to  the  Fall  River  Branch  Rail- 
road Company  and  with  any  other  corporation 
empowered  to  build  a  road  from  Bridgewater  to 
the  Old  Colony  Raihroad. 

Under  the  iK>wer8  granted  to  the  last  named 
Company,  a  union  of  the  stocks  of  the  three  cor- 
porations, and  their  organization  as  a  united  cor- 
poration, was  consummated,  August  8,  1845. 

By  an  act  passed  April  16th,  1846,  the  union  of 
the  three  cor{>orations  was  recognized  and  the 
united  companies  authorized  to  take  the  name  of 
the  Fall  River  RailrOt^d  Company.  Subsequent 
acts  authorized  the  increase  of  capital  stock,  the 
extension  of  the  road  to  Fall  River,  changes  of 
locations  with  the  Cape  Cod  Branch  in  Middle- 
borough  and  other  doings. 

The  capital  stock  allowed  the  respective  com- 
panies in  their  charters,  was  as  follows : 

Fall  River  Branch  R.  R.  Company $400,000 

Randolph  and  Bridgewater  R.  R.  Co 400,000 

Middleborough  R.  R.  Co 250,000 


.•;r 


Equipment  engines,  10, 
Equipment  passenger  cars,  19. 
Equipment  passenger  cars,  2nd  class,  3. 
B*&8»Se  cars,  10,-3  being  platform. 
Merchaadizeand  gravel,  146. 

CHARACTER     OF    BUSINESS. 

Besides  the  income  der^ed  from  local  travel, 
towns  on  the  route,  and  tne  manufactories  at  Fall 
River,  this  road,  in  connection  with  the  steamers 
at  Fall  River  forms  one  of  the  principal  lines  from 
Boston  to  New  York,:  and  as  such  does  a  large 
business. 

FfNANCIAL  CONDITION. 

According  to  report  of  1863,  the  capital  stock 
authorized  was  $1,200,000:  the  capital  stock  paid 
in  was  $1,050,000^  debts  receivable,  stock  and  cash 
were  $64,744  96 ;  debts  payable,  $6,208  43,  leav- 
ing balance  in  favor  of  the  company  of  $88,536  63; 
materials  on  hand  valued  at  $41,232  80.  The  to 
tal  surplus  was  $87,762  42.  ;.  , .  .^  . 

Slateiiient  shtywiiig  (he  Cost,  Mileage,  <f^,,  jf^c,  of 
the  FuU  River  R.  R.,  from  1846  to  1863  »»- 
elusive. 


M.r^.:::-^,.      '  $1,060,000 

•CO.V8TRUCTION,    DESCRIPTION    *C 

The  road  from  Fall  River  to  Myrick's  station 
was  opened  for  travel  June  9,  1845;  but  the  whole 
road  was  not  completed  and  in  operation  until 
1847-8.  Leaving  the  Old  Colony  Railroad  at 
South  Braintree,  the  Fall  River  Railroad  runs 
in  a  Southerly  direction,  through  Randolph,  East 
Stoughton,  North  Bridgewater,  East  and  West 
Bridgewater,  Middleborough  (where  there  is  a 
junction  with  the  Cape  Cod  Railroad)  to  Myrick's 
station,  (where  there  is  a  junction  with  the  New 
Bedford  and  Taunton  Railroad)  and  from  that 
point  to  Fall  River. 

The  principal  characteristics  of  the  road  given 
in  the  report  of  1863  arc  as  follows  : 

Length  of  road,  single  track,  42  242-100   miles 

Length  of  sidings,  &.c.,  6  miles. 

Weight  ofrails,  per  yard,  64,  66,  67,  and  60 
lbs. 

Maximum  grade,  44  88-100  feet— length  2,400 

feet.  -:r     -l  ■■'<■■■   •    • 

Total  rise  aud  fall,  874  feet. 
Sboitc'st  radius  of  curvature,  966  for  400  feet. 
Total  degrees  of  curvature,   685°  86'   54 "  6" 
feet. 

Straight  line,  .30  338-1000. 
Wooden  truss  bridges,  67  foet. 
Other  wooden  bridges,  802  feet. 
Way  stations  7.  • 

Flag  stations  9. 


penses,  interest,  and  amount  paid  and  dae  the 
Dorchester  and  Milton  Branch. 

^  Besides  expenses,  the  Report  says,  rents,  in- 
terest, extra  interest,  Slc,  of  previous  years  were 
deducted  from  tho  gross  receipts. 
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Freight. 


Miscellaneous. 


Earuiugs  per 
mile. 


Per  centage  of 
.Qross  Earnings. 


Do.  of 

Net  Earnings. 


VNION    OP   THE    OLD   COLONY    AND  FALL  RIVER  RAIL- 
ROADS. 

The  Legislature  of  Massachusetts  passed  an 
act,  March  26,  1854,  authorizing  the  consolidation 
of  the  Old  Colony  and  Fall  River  Railroad  Com- 
panies, under  the  title  of  the  Old  Colony  and  Fal] 
River  Railroad  Company,  at  such  times  and  on 
such  terms,  as  should  be  mutually  agreed  upon, 
aud  approved  by  a  majority  of  the  votes  of  the 
stockholders  of  each  of  said  corporations,  at  meet- 
ings regularly  called  for  the  purpose.  This  Act 
also  gave  to  the  new  Company  all  the  powers,  and 
privileges;  and  imposed  upon  them  all  the  duties,  re- 
strictions and  liabilities  which  the  respective 'efom- 
panies  enjoyed,  or  to  which  they  were  subject,  at 
the  time  of  union,  and  provided  for  the  calling  of 
the  first  meeting. 

At  meetings  of  the  Old  Colony  Railroad  Cor- 
poration and  of  the  Fall  River  Railroad  Compa 
ny,  held  simulUneouJily,March  23, 1854,  and  May 
4,  1854,  the  two  voted  to  form  one  corporation 
and  agreed  to  submit  for  adjustment  to  certain  ar- 
bitrators, the  question  of  the  relative  value  of  the 
property  and  proportions  of  stock  in  the  joint  cor- 
poration that  should  be  shared  by  the  stockhold- 
ers in  each. 

The  arbitrators  selected  were  the  Hon.  John 
Davis  of  Worcester,  John  H.  Clifford,  Esq.  of  New 
Bedford,  and  W.  H.  Swift,  Esq.  of  Boston. 

Owing  to  the  decease  of  Mr.  Davis,  and  by  con- 
sent of  tho  Directors  of  both  companies  who 
were  authorized  to  grant  it,  the  award,  by  agree- 
ment to  be  final  and  conclusive,  was  made  by  the 
two  surviving  arbitratoi-s,  and  opened  at  the  first 
meeting  of  the  new  corporation,  September  7, 1864. 
The  decision  of  the  referees  was  as  follows: 

"The  value  of  all  the  property  of  tho  Old  Colo- 
ny Railroad  Corporation,  including  its  franchise, 
rights  of  action,  and  assets  of  every  description, 
subject  to  all  its  debts  and  liabilities,  absolute  and 
contingent,  we  award  and  determine  to  be  the  sum 
of  Sixteen  Hundred  and  Fifty  Thousand  Dollars  ; 
which  sum  is  to  be  deemed  and  taken  to  be  the 
contributory  intorest.of  said  Old  Colony  "Railroad 
Corporation  to  the  capital  stock  of  the  Old  Colony 
and  Fall  River  Railroad  Company,"  on  the  30th 
day  of  June,  A.  D.  1864. 

Tho  value  of  all  the  property  of  the  Fall  River 
Railroad  Company,  including  its  franchise,  rights 
of  action^  and  assets  of  every  description,  subject 
to  all  its  debts  and  liabilities,  absolute  and  con- 
tingent, we  award  and  determine  to  be  the  sum  of 
ten  hundred  and  fifty  thousand  dollars ;  which  is 
to  be  deemed  and  taken  to  be  the  contributory 
interest  of  said  Fall  River  Railroad  Company  to 
the  capital  stock  of  the  "Old  Colony  and  Fall 
River  Railroad  Company,"  on  tho  30th  day  of 
June,  A.  D.  1854. 

Wo  further  award  and  determine,  that  the  whole 
capital  stock  of  tho  Old  Colony  and  Fall  River 
Railroad  Company  aforesaid,  shall  be  the  sum  of 
twenty-seven  hundred  thousand  dollars,  represent- 
ed by  twenty-seven  thousand  shares,  of  the  par 
value  of  one  hundred  dollars  each.  The  propor- 
tion of  said  capital  stock  to  be  shared  by  the 
stockholders  of  the  Old  Colony  Railroad  Corpora- 
tion shall  be  sixteen  thousand  five  hundred  shares 
thereof— and  the  proportion  of  said  capital  stock 
to  be  shared  by  the  stockholders  of  the  Fall  River 
Railroad  Company,  to  be  ten  thousand  five  hun- 
dred shares  thereof. 
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And  in  conaideraticm  thereof,  the  entire  proper- 
ty of  the  said  Old  Colony  Railroad  Corporation, 
and  of  the  said  Fall  River  Railroad  Company, 
real  and  personal  includiof ,  their  respective  fran- 
cbiies,  rights  of  action,  and  assets  ofevery  descrip- 
tion, shall  be  deemed  and  taken  to  bare  vested  in, 
and  become  the  property  of  "The  Old  Colony  and 
Fall  River  Railroad  Company,"  on  the  30th  day 
of  June  last  past,  subject  to  all  their  respective 
debts  and  liabilities,  absolute  and  contingent, which 
are  to  be  assumed  and  borne  by  the  said  Old  CoU 
any  and  Pali  River  Railroad  Company."  "^-'fs: 

At  the  above  named  meeting,  the  organization 
o^bo  D«w  corporation  was  effected ;  the  report  of 
a  committee  appointed  to  consider  what  should  be 
the  amountof  the  capital  stock  of  the  Company  vras 
adopted,  and  the  directors  instructed  to  carry  it 
into  effect.  This  report  was,  that  the  capital 
stock  of  the  Old  Colony  Railroad  Corporation, 
represented  by  certificates  which  had  been  issued, 
waa  SI ,965,100,  and  that  of  the  Fall  River  Rail- 
road Company  $1,050,000,  making  an  aggregate  of 
$3,015,100;  and  this  aggregate  sum,  the  com- 
mittee were  of  opinion,  should  be  the  capital 
■tock  of  the  new  Company,  to  be  divided  accord- 
ing to  the  proportions  stated  in  the  award  of  the 
Referees,  viz, :  in  the  proportion  of  sixteen  thou- 
sand five  hundred  to  the  stockholders  of  the  01d 
Colony  Railroad  Corporation,  and  ten  thousand 
five  bandred  to  the  stockholders  of  the  Fall  River 
Railroad  Company.  ' 

It  was  determined  by  the  directors  that  the 
earnings,  expenses,  dtc,  of  the  new  Company 
from  July  1, 1854,  should  be  on  account  of  the 
new  Company,  in  case  the  union  should  be  consum- 
mated i  and,  as  this  was  in  fact  doae,  and  the  new 
Company  organized  Sept.  7,  1854,  the  accounts  of 
it  date  back  to  that  time.  The  award  of  the  Re- 
ferees was  made  with  reference  to  the  value  of  the 
property  as  of  that  day.  The  entire  property  and 
rights  of  the  two  companies  have  become  vested  in 
the  new  company ,and  both  the  old  corporations  are 
now  extinct.  The  stockholders  of  the  Old  Colony 
road  received  by  virtue  of  the  award  at  the  union, 
a  dividend  of  $22  919  per  cent,  in  the  stock  of 
the  united  companies,  and  the  stockholders  of  the 
Fall  River  road  a  dividend  of  $13093  per  cent., 
besides  a  share  in  the  new  Company  for  each  share 
they  respectively  held  in  the  old  ones. 


'  'v:        Dorebaster  »Md  Mllt*a  Branch. 

Station  at  station  of  Old  Colony  and  Fall  River 
Railroads,  Boston. 

Oficers. — President 

,'«:  Treasurer,  Seth  D.  Witney,  Milton. 

CHARTER. 

The  Dorchester  and  Milton  Branch  Railroad 
Company  incorporated  by  the  Legislature  of  Mas 
sachHsetts,  A  [Til  16,  184C,  with  a  capital  of  nine 
hundred  shares  of  one  hundred  dollars  each,  was 
authorized  to  construct  a  railroad  from  the  Old 
Colony  Railroad  at  Neponset  village  in  Dorcestcr, 
through  Dorcester  and  Milton,  to  the  Upper  Mills, 
>o  called,  in  Dorchester  or  Milton.  Subsequent 
fx\*  passed  1848-1853,  authorized  the  increase  of 
capital  stock ;  the  issue  of  preferred  stock  ;  the 
lease  of  the  franclnse  of  the  company  to  the  Old 
Colony  Railroad  Company  ;  the  issue  of  notes  or 
bonds,  to  be  guaranteed  by  Old  Colony  Railroad 
Company  j  ihe  mortgage  of  the  Branch  to  the  Old 
Colony  Railroad  Company,  and  to  apply  rents  and 


incomes  to  payment  ot  liabilities  as  the  company 
may  arrange  with  the  Old  Colony  Railroad  Com- 

CONSTRUCTION     »C.  -'      '    ' 

The  road  was  ready  for  equipment  in  Decem- 
ber, 18n.    It  is  3,33-100  miles  in  length,  single 

track  laid  with  rails  of  52  lbs.  to  the    yard. 

The  maximum  grade  is  36  9-10  feet  per  6,U00  feet; 
the  total  rise  and  fall  is  54>^  feet;  shortest  radius 
of  curvature,  410  feet,  length  200  feet;  straight 
line  2,42-100  miles;  length  of  woodeja  tnun  bridg- 
es 101  ^et.'''^\)i>'--'->^iy''^Vi.'l'-  '^'^•  ■  ■ 

FfNANCIAL    CONDITION. 

The  road  is  operated,  and  has  been,  from  the 
opening,  by  the  Old  Colony  Railroad  Company  un- 
der a  lease,  for  the  conditions  &c.,  of  which,  see 
Old  Colony  Railroad  above.  By  report  of  1853, 
the  capital  stock  paid  in  was  $73,840 ;  funded 
debt,  $39,500 ;  floating  debt,  $4,958 ;  toUl  funded 
and  floating  debt,  44,458  ;  average  rate  of  interest 
during  the  yeai  6  per  cent,  per  annum. 

■ontli  Sliore  Railroad. 

Station — in  Boston,  at  Station  of  Old  Colony  and 
F  all  River  Railroad.  .    j 

Officers. — President,  Alfred  C.  Hersey. 

Treasurer,  Oilman    Davis,  Office   27 
State  street,  Boston. 

CHARTER. 

The  South  Shore  Railroad  Company,  incorpor- 
ated by  the  Legislature  of  Massachusetts,  March 
26,  1846,  was  authorized  to  construct  a  railroad 
fVom  a  point  at  or  near  the  Old  Colony  Railroad  in 
Quincy,  through  Braintree,  Weymouth,  Hingham, 
Cohasset,  Scituate,  and  Marshfield  to  Duxburry. 
By  an  act  passed  April  20, 1847,  the  company  were 
authorized  to  commence  their  road  in  Quincy  or 
Braintree,  and  terminate  the  same  at  Cohasset. — 
The  capitalstock  was  limited  to  $600,000  in  shares 
of  $60  each. 

CONSTRUCTION  AND  CHARACTERISTICS. 

The  construction  of  the  South  Shore  Railroad 
was  commenced  November,  1847,  and  the  road 
wasjopenedfor  travel,  though  not  entirely  finished, 
January  1st,  1849.  The  following  are  the  principal 
features  of  the  road,  as  given  in  the  report  to  the 
SUte  for  1853 : 

Length  of  single  track,  11.5  miles. 

Weight  of  rail  per  yard,  52  lbs.        .      ]  }  ;. 

Maximum  grade,  34  85-100  feet  for  Z%  miles. 

Total  rise  and  fall,  269  4-100  feet. 

Shortest  radius  of  curvature,  447^  feet  for 
697 >^  feet  at  junction  with  Old  Colony  Railroad. 

Total  degrees  ot  curvature,  704°,  42'.   , 

Total  straight  line,  7  8-10. 

BUSINESS  AND  FINANCIAL  CONDITION. 

From  January  1, 1849,  to  April  1, 1849  the  road 
was  operated  by  the  Old  Colony  Railroad  Compa- 
ny at  the  risk  of  the  South  Shore  Railroad  Com- 
pany. From  April  1, 1849,  the  road  was  leased  to 
the  Old  Colony  Railroad  Company  for  five  years 
t.  e.  until  April  1,  1854,  (see  Old  Colony  Railroad 
above)  when  the  lease  expired  and  was  not  re- 
newed.  Since  the  last  date  the  road  has  been 
operated  by  the  company  on  their  own  account, 
but  DO  report  has  yet  been  made  of  their  doings. 

By  the  report  of  1853,  the  financial  condition  of 
the  company  was  as  follows:  capital  paid  in  $259,- 
585;  funded  debt,  $134,500;  floating  debt  $2,- 
049  29;  total  funded  and  floating  debt,  $136,549 
28 ;  average  rate  of  interest  paid  during  the  year 
6  per  cent,  per  annum. 


Sempitie  and  Cltarlttstan  KallreaA. 

We  are  enabled,  says  the  Charleston  Courier,  to 
lay  before  our  readers  a  few  facts  touching  the 
present  condition  audi  prospects  of  this  great  work, 
in  which  our  city  is  io  deeply  interested  in  every 
point  of  view.  The  4irectors  of  the  road  have  had 
to  struggle  through  a  season  of  unusual  difficulty 
and  depression,  and  We  are  truly  pleased  that  they 
have  been  able  to  pass  through  with  comparative 
success,  when  almost  all  Southern  enterprises 
of  this  kind  were  iseriously  interrupted.  The 
stringency  of  the  money  market  and  the  difficult 
of  cashing  even  good  securities  without  a  heavy 
discount,  have  borne  peculiarly  hard  on  roads  in 
process  for  the  last  six  months,  andneaily  alihavo 
been  forced  to  suspend  operations. 

Of  the  Memphis  aDd  Charleston  Road,  108  milei 
are  in  eperation,  and  83  miles  in  addition  com- 
pletely graded,  whith  connect  Decatur  with  Ste- 
phenson, .Ala. 

The  bridge  at  Decatur  is  near  completion,  and 
only  awaits  a  favoralble  stage  of  water  in  the  Ten- 
nessee River  to  pro<;nre  the  timber  and  iron  need- 
ed. The  track  laying  will  then  commence  at  each 
end  of  this  section,  and  be  carried  on  as  speedily 
as  possible,  when  there  will  be  a  continuous  road 
of  127  miles,  coanedting  Charleston,  via  the  Nash- 
ville and  Chattanooga  Road,  with  the  rich  and 
populous  basin  of  the  Teunesse  as  far  westward  at 
Tuscumbia. 

The  Company  have  also  twenty-five  miles  ready 
for  the  iron,  which  will  soon  be  laid  eastward  from 
La  Grange,  to  which  point  the  track  is  completed. 
There  will  then  be  Completed  on  ths  weisieru  divi> 
sion  seventy-five  miles,  and  on  the  eastern  one 
hundre<^nd  twenty-seven  on  the  main  trunk,  ex- 
clusive of  a  branchof  thirteen  miles — all  of  which 
will  be  in  operation  in  time  for  the  next  season. — 
The  iron  neco8j>arr  for  this  extent  has  been  pur- 
chased, and  much  of  it  already  delivered.  A 
small  amount  of  first  rate  securities  will  be  nego- 
tiated to  meet  the  ^ost  of  freight  and  duties  ;  but 
the  Company  are  provided  with  means  for  all 
other  demands,  After  this,  there  will  only  be  a 
gap  of  seventy  mlLes  in  the  centre,  which  will  be 
filled  up  as  fast  as  can  be  done  safely  and  certain- 
ly, under  the  existing  state  of  the  mon^  market. 

The  bridge  over  the  Tennessee  River  at  Muscle 
Shoals  will  be  two  thousand  feet  long.  There  are 
thirteen  piers  of  immense  and  heavy  masonry, 
which  have  been  compleied  on  a  solid  rock  foun- 
dation. The  wood  work  is  going  on,  and  the  work 
will  be  ready  to  receive  the  iron  in  January. 

We  may,  therelore,  reasonably  expect  that  by 
the  first  of  October,  1855, we  shall  have  a  direct  co&- 
nection  with  Tuscumbia. 


Ve'vr  Orleans,  Jkckaon  and  Great  Hartkcm 
Railroad. 

Our  fellow-citizens  will  be  rejoiced  to  learn  that 
Col.  Wm.  S.  Campbell,  the  President  of  the  New 
Orleans,  Jacksor^  and  Great  Northern  Railroad, 
has  succeeded  in  Celling  the  bonds  of  the  compa- 
ny, at  good  rates,  to  the  amount  of  £65,000  or  up-  . 
wards  of  three  husidred  and  fifteen  thousand  dol- 
lars. The  sum  realized  will  be  sufficient  to  pay  ' 
up  the  advances  made  by  Messrs.  J  as.  Robb  &> 
Co.,  to  the  road,  and  also  perfect  the  ruad  sixty- 
five  miles  beyond  the  point  it  has  now  reached  in 
the  State  of  Mississippi.  In  addition  to  this  nego- 
tiation, the  President  has  succeeded  in  purchasing 
a  large  quantity  of  iron  on  very  liberal  terms. 

By  this  acquisition  of  means,  a  fresh  impulse 
will  be  given  to  tliis  great  enterprise,  assuring  ut 
the  completion  of  a  line  of  road  which  will 
secure  as  the  ensuing  year  150,000  bales  of  cot- 
ton, from  the  region  of  <;ountry  penetrated  by  the 
road.  Although  the  road  is  at  this  time  only  en- 
tering the  State  of  Mississippi,  there  is  not  the 
least  doubt  that  we  shall  receive  over  it  this  sea- 
son full  thirty  (jbousand  bales.  We  conversed 
with  a  gentleman  yesterday  from  Natchez,  well 
posted  up  io  the  business  of  that  city,  and  he  as- 
sured us,  that  the  road  will  take  from  Natchez 
alone  this  season  ten  thousand  bale.8.  The  pros< 
pects  are  bright  nnd  encouraging,  and  the  prosper- 
ity of  the  ondeilakiDg,  witk  the  triumphant  con<^ 
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sammatioD  of  the  hopes  and  expectations  of  its 
most  ardent  projectors,  placed  beyond  the  contin- 
gency of  a  doubt. 


American  Railroad  Jonrnal. 


SatardajTt  December  16,  1854« 


Dividends  for  the  Current  Half  Year. 

Only  a  few  roads  will  pay  dividends  for  the  last 
half  of  the  present  year.  One  story  will  sufQce 
for  all,  in  explaining  the  cause.  They  contracted 
in  an  easier  state  of  the  money  market  debts,  for 
money  expended  on  construction,  which,  with  the 
continuance  of  an  easy  money  market,  would 
have  been  funded  without  difficulty,  but  which 
must  be  paid  from  earnings,  or  carried  at  heavy 
rates  of  interest.  The  former  alternative  will  be 
generally  adopted  ;  by  some  companies  from  poli- 
cy;  by  others  from  necessity.       :'    r      "•  .." 

If  a  dividend  has  been  earned  upon  the  whole 
cost  of  a  road,  it  may  be  proper  to  pay  one,  not- 
withstanding a  part  of  this  cost  is  in  the  shape  of 
A  floating  debt,  provided  this  can  be  carried  at  a 
reasonable  rate.  The  objection  to  the  payment 
of  a  dividend,  with  a  floating  debt,  is  that  fluctua- 
tions in  the  money  market  which  are  of  constant 
occurrence,  may  compel  a  company  to  carry  such 
debt  at  a  great  sacrifice,  which  if  chargeable  to 
earnings,  reduces  in  an  equal  degree  the  dividend 
fund ;  and  further,  that  while  a  floating  debt  exists 
it  may  be  difficult  to  ascertain  what  the  neteamings 
are.  The  floating  debt  is  a  lurking  place  in 
which  incompetency  or  dishonesty  can  hide.  This 
is  the  ground  of  objection  against  the  payment  of 
a  dividend  with  a  floating  debt.  While  such  a 
cover  exists,  stockholders  must,  of  course,  feel  a 
certain  amount  of  uncertainty  as  to  what  the  net 
earnings  of  a  road  are. 

Giving  all  due  weight  to  this  view  of  the  case, 
which  seems  to  be  entertained  by  most  of  our 
companies,  and  assuming  that  many  roads  will 
earn  dividends  where  none  will  be  declared,  and 
that  nothing  can  be  urged  against  the  integrity  of 
the  management  of  such  roads,  it  is  not  clear  to 
our  minds  that  some  of  our  companies  will  not  err 
on  the  side  of  excessive  caution.  The  living  of  a 
vast  number  of  people  are  the  earnings  of  our 
roads.  This  source  of  income  cannot  be  cut  off 
without  compelling  those  deprived  of  it  to  make 
sacriflces  to  supply  their  wants,  much  greater, 
perhaps,  than  their  proportion  of  the  loss  submit- 
ted to  by  the  company  to  raisu  the  money  for  a 
dividend.  Upon  such  an  assumption,  saying 
nothing  of  the  principle  involved,  it  is  clear  that 
more  might  be  saved  by  the  payment  of  a  divid- 
end than  by  omitting  one. 

Again ; — The  market  value  of  the  stock  of  a 
railroad  is  governed  more  by  what  it  annually 
yields,  than  its  intrinsic  value.  The  omission  of  a 
customary  dividend  always  carries  a  stock  down, 
while  the  value  of  the  stock  is  really  increased  by 
the  fact  that  earnings,  have  been  expended  in 
construction.  Now  we  know  that  every  man  own- 
ing stock  in  a  railroad  is  accustomed  to  use  it  for 
the  purpose  of  raising  money  or  of  sustaining  his 
crsdit.  The  stock  of  a  dividend  paying  road  can 
be  always  .so  used.  But  the  omission  of  a  dividend 
may  render  this  impossible,  and  a  man  may  be 
deprived  of  m^ans  nearly  equal  to  the  amount  of 
ftock  held,  which  may  prove  his  ruin.  All  this 
night  have  been  avoided  by  a  sacrifice  of  a  small 


sum  by  the  company,  which  to  the  individual 
stockholder  would  amount  to  only  a  few  dollars. 

The  duty  of  a  company  in  the  premises  depends 
upon  the  facts  of  each  particular  case.  It  is  dif- 
ficult to  lay  down  rules  of  universal  application, 
because  what  would  be  proper  for  one  company 
might  not  for  another.  The  credit  attached  to 
one  board  of  directors  may  enable  a  company  to 
command  money  at  a  low  rate  of  interest,  while 
another  company,  perhaps  equally  deserving, 
could  not  raise  a  penny.  Waiving,  therefore,  any 
rule,  or  standard  to  be  followed,  the  loss  and  dis- 
tress occasioned  by  the  non-payment  of  a  divid- 
end, should  teach  directors  that  degree  of  caution 
which  will  never  suffer  them  to  repeat  their  pres- 
ent mistake.  It  is  not  to  bo  expected  that  the 
directors  of  a  company  should  be  wiser  than  the 
mass  of  the  community,  and  hence  the  necessity 
of  a  rigid  adherence  to  certain  rules,  the  reason  of 
which,  in  times  of  extraordinary  confidence  and 
buoyancy,  may  not  be  apparent.  Certainly,  no 
one  could  have  supposed  a  year  since,  that  such 
companies  as  the  New  York  Central,  and  the  Little 
Miami,  with  their  stocks  at  a  large  premium  could 
under  any  circumstances  find  it  difficult,  or  im- 
possible to  raise  money  at  the  lowest  usual  rates- 
Yet  the  result  shows  that  the  application  of  the 
earnings  of  a  railroad  from  their  proper  objects, 
under  the  most  favorable  prospects,  is  always  at- 
tended with  danger,  and  should  never  be  allowed. 
Had  the  result  been  foreseen,  neither  company 
would  have  placed  it  out  of  their  power  to  pay  a 
dividend  in  cash.  The  acts  of  both  companies 
were  at  the  time  generally  approved,  and  the  ex- 
penditures undertaken  were  altogether  proper,  had 
the  money  been  provided  before  they  were  com- 
menced. But  had  the  stockholders  been  asked, 
whether  they  should  have  been  carried  forward  at 
the  expense  of  dividends,  the  answer  in  the 
negative  would  have  been  unanimous.  .     „ 

The  result  in  the  above  cases  vhould  not  be  lost 
upon  other  companies).  The  owners  of  Railroad 
property  want  and  need  its  income  as  it  arises. — 
They  invest  in  roads  with  this  expectation,  and 
they  cannot  be  disappointed  without  bufTeriug 
great  loss  and  distress.  The  first  and  only  duty 
of  the  directors  is  to  carry  out  the  intentions  and 
expect alions  q{  ihQ  stockholders.  Having  placed 
it  out  of  their  power  to  do  so  without  great  loss, 
or  the  violation  of  a  fundamental  principle  in 
railroad  economy,  a  company  »hould,  of  course, 
take  the /c5A- of  two  evils;  but  they  bhoiild  never 
again  allow  themselves  to  be  placed  in  a  position 
where  the  wants  and  necessities  of  stockholders 
have  to  be  sacrificed  to  principle  or  a  higher  ne- 
cessity.—  There  is  one  class  of  persons  interested 
in  railwAylproperty,  who  have  no  right  to  com- 
plain— the  bondholders.  The  omission  of  dividends 
must  add  very  largely  to  their  security,  and  shows 
that  their  advantage  is  preferred  to  that  of  all 
others.    .«^^h,c«N^  »•  j-<. i^-j*^\v  '  . /a 


Intereat  on   Railroad  Bonds. 

Notwithstanding  the  small  prospect  for  divi- 
dends for  the  first  proximo  railroad  companies  are 
unusually  prompt  in  providing  the  means  to  meet 
the  interest  on  their,  Bonds.  We  learn  that  Messrs. 
Winslow,  Lanier  &  Co.,  the  great  house  in  this 
city  for  the  payment  of  interest  on  railroad  secu- 
rities, and  who  will  pay  some  $700,000  on  coupons 
alone,  on  the  1st  of  January,  have  already  been 
placed  in  funds  by  a  number  of  companies,  and  at' 


a  much  earlier  date  than  usuaL  We  should  not 
have  spoken  of  this  fact  in  ordinary  times ;  but 
when  so  many  believe  that  the  bottom  has  dropped 
out  of  every  thing,  it  may  be  well  to  know  that  our 
railroad  companies  are  still  "  right  side  up."  We 
believe  viq  hazard  nothing  in  saying  that  a  steady 
improvement  is  going  on,  both  in  the  means  of  our 
people,  and  in  public  confidence.  After  the  com- 
mencement of  the  new  year,  we  expect  to  see  a 
very  different  aspect  of  affairs. 

The  Reur  York  and  Brie  lioaau  d\ 

SuflScient  progress  has  been  made  in  the  ne- 
gotiation of  the  new  loan  of  this  Co.,  to  leave  no 
doubt  that  the  whole  will  be  seasonably  taken  \ 
or  se  much  as  is  necessary  to  relieve  the  irnme* 
diate  wants  of  the  company.  Responsible  names 
are  already  down  for  over  $2,000,000,— with  a 
large  force  still  in  reserve.  Among  the  heavy 
takers  are  Messrs.  Winslow,  Lanier  &  Co.,  who 
take  3100,000.  As  the  operations  of  this 
firm  have  been  in  a^different  direction,  and  as 
they  have  never  had  any  complication  with  the 
E^ie  Road,  and  as  their  means  and  credit  would 
be  unaffected,  except  in  common  with  every  citi- 
zen, by  its  success  or  failure,  the  large  sum  taken 
by  them  can  be  regarded  in  no  other  light  than 
as  a  testimonial  to  the  real  merits  of  the  work,  of 
their  approval  of  the  policy  of  the  company,  and 
the  management  of  the  road.  As  such,  it  posses- 
ses a  value  to  the  Co.  far  greater  than  the  pe- 
cuniary aid  they  render,  large  as  it  is. 

The  company  are  also  greatly  indebted  to  Mr. 
Moran,  one  of  the  new  directors,  not  only  for  his 
efforts  in  securing  the  adoption  of  a  policy  which 
has  restored  the  Co.  to  confidence  and  credit ;  but 
in  the  negotiation  of  the  new  loan,  of  which  he  is 
a  large  taker.  We  have  but  few  men  among  us 
who  could  have  effected  what  he  has  accomplish- 
ed. After  all  the  vicissitudes  which  this  Co.  has 
undergone,  we  should  like  to  ^now  one  which 
stands  stronger  in  public  confidence. 

CSnglneerlng  IjUbography*     ...  : 
Attention  is  invited  to  the  card  of  Mr.  G.  Weis- 
8ENB0RN,  in  another  column.     The  specimens  of 
his  work  which  have  come  imder  our  QOt3|2Q.  are 
superior,  both  in  style  and  execution.  ,;-jt  ,,.f.'\ 

IVabash  and  Erie  Canal.  '^  'i^  vMkBfi 
The  Wabash  and  Erie  Canal  extends  from  Tole- 
do, at  the  West  end  of  Lake  Erie,  to  Evansville  on 
the  Ohio  river,  a  distance  of  464  miles,  and  is 
probably  the  longest  canal  in  the  world.  Origin- 
ally, as  its  name  imports  it  was  designed  only  to 
connect  the  navigable  waters  of  the  Wabash  river 
with  Lake  Erie.  The  marked  depression  in  the 
summit  ridge  or  table  land  dividing  the  St.  Lawrence 
and  Mississippi  waters,  found  at  tho  confluence 
the  St.  Joseph's  and  St.  Mary's  rivers,  where  the 
City  of  Fort  Wayne  now  stands,  suggested  the 
idea,  even  as  early  as  the  days  of  the  Pioneers,  of 
a  Can«l  to  connect  these  waters.  From  the  first 
discovery  of  the  country  by  the  French,  ihn  route 
had -formed  a  water  communication  for  the^trad- 
ers  in  their  progress,  between  Detroit  and  Vincen- 
nes,  with  a  portage  of  only  8  miles.  ^ 

Through  the  efforts  of  the  delegation  from  In- 
diana mainly,  Congress  passed  a&  act,  which  was 
approved  on  the  2d  of  March,  1827,  granting  to 
that  State  one  half  of  five  miles  in  width  of  the 
public  lands  on  each  side  of  the  proposed  Canal, 
frem  the  Lake  to  the  terminus  on  the  Wabash  riv- 
er.   This,  on  the  first  survey,  was  fixed   at  the 
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mouth  of  the  Tippecanoe  river,  a  distance  from 
the  Maumee  Bay  of  213  miles. 

This  iDDDificieDt  grant  of  the  public  domain  was 
the  first  of  any  magnitude,  made  for  the  promotion 
of  public  works,  and  may  therefore  be  viewed  as 
initiatory  to  the  policy  afterwards  so  extensively 
pursued,  of  granting  alternate  sections  for  these 
objects ;  and  in  the  benefits  of  which  many  States 
have  so  largely  shared. 

This  grant  having  been  made,  by  the  terms  of 
the  Act,  to  the  State  of  Indiana,  while  84  miles  of 
the  route  were  within  the  limits  of  Ohio,  the  ques- 
tion of  separate  State  sovereignty  was  at  once 
brought  up  in  a  practical  shape, — Ohio  refusing, 
of  course,  to  permit  another  state  to  cut  her  soil, 
or  to  exercise  jurisdiction  in  any  shape  within  her 
borders.  Commissioners  were  appointed  by  both 
States  with  plenipotentiary  powers,  and  by  them 
a  compact  was  arranged,  which  was  duly  ratified 
after  one  or  two  years'  delay — Indiana  agreeing  to 
surrender  to  Ohio  the  land,  acd  Ohio  stipulating 
that  she  would  construct  the  canal,  and  guarantee 
its  use  to  the  citizens  of  Indiana  upon  the  same 
terms  as  to  her  own  citizens.  From  this  period 
the  canal,  though  one  entire  work,  as  respects  all 
its  commercial  interests  and  aspects,  became  sepa- 
rate into  two  divisions,  as  regards  its  finances, 
construction,  and  management.  It  is  to  the  Indi 
ana  Division,  that  the  following  historical  descrip 
tion  refers. 

The  portion  of  this  grant  falling  to  Indiana  east 
of  the  Tippecanoe  amounted  to  near  4,000,000  of 
acres. 

The  construction  of  the  canal  from  the  East 
line  of  Indiana  to  the  mouth  of  the  Tippecanoe 
was  undertaken  as  a  State  enterprise  and  placed 
under  the  management  of  a  Board  of  Canal  Com- 
missioners. At  the  time  of  letting  the  first  con- 
tracts, David  Bun-,  Samuel  Lewis,  and  J.  Vigus, 
composed  this  Board.  The  excavation  was  com- 
menced at  Fort  Wayne,  on  the  1st  cf  March,  1832. 
Joseph  Ridgeway,  Jr.,  an  Engineer  from  Ohio,  had 
been  employed  in  1830,  to  locate  and  prepare  for 
contract  the  mid<lle  Division  of  32  miles,  and  upon 
his  resignation  in  1832,  Jesse  L  Williams  was 
appointed  Chief  Engineer  of  the  entire  work,  which 
situation  he  has  continued  to  fill  to  the  present 
time,  with  the  exception  of  five  years  from  1842 
to  1847.  The  middle  Division  32  miles  in  length 
was  finished,  and  the  first  boat  passed  through  on 
the  4th  of  July,  1836;  and  it  will  illustrate  the 
prudence  and  rigid  economy  of  the  times,  to  state 
that  this  Division,  with  the  usual  proportion  of 
lockage,  and  an  important  dam,  cost  but  S7,177 
per  mile,  though  built  in  the  wilderness. 

The  fii-st  Board  of  Fund  Commissioners  was  com- 
posed of  Jeremiah  Sullivan,  Nicholas  McCarty, 
and  William  C.  Linton  ;  and  it  was  through  this 
Board,  in  1832,  that  the  State  of  Indiana  first  pre- 
sented her  securities  in  financial  circles  abroad, 
for  the  purpose  of  obtaining  a  loan.  The  caution 
of  that  early  period,  and  the  fear  of  foreign  in- 
debtedness which  then  governed  her  councils,  are 
exemplified  by  the  fact  that  the  first  loan  was  lim- 
ited to  two  hundred  thousand  dollars.  For  the 
payment  of  this,  the  lands  granted  by  the  Gtener- 
al  Government  were  pledged  in  addition  to  the 
faith  of  the  State— a  pledge  which  the  State,  to 
her  credit,  has  sacredly  maintained,  and  provided 
for,  in  the  subsequent  adjustment  of  her  State  debt 
in  1847.    The  first  loan,  one  hundred  thousand 


dollars,  in  six  per  cent,  stock,  was  taken  by  the 
House  of  J.  D,  Beers  &  Co.,  of  New  York,  at  a 
premium  of  13^  per  cent.  .   f;;,,;  >»  -,iw,i-; 

In  1836,tbe  State  embarked  in  her  general  sys- 
tem of  internal  improvements,  embracing  Canals, 
Railroads,  and  over  1,300  miles  of  Turnpike  roads 
and,  in  this  general  system,  the  Wabash  and  Erie 
Canal  was  merged.*  It  was  also  by  the  same  law 
extended  down  the  Wabash  to  Terre  Haute,  and 
thence  across  the  country,  by  a  different  nanoe,  to 
the  Ohio  at  Evansville.  The  "  day  of  small 
things"  had  passed. 

The  State,  having  by  the  act  of  1836,  decided  to 
extend  the  Canal  to  Terre  Haute,  nearly  100  miles 
farther  down  the  Wabash,  became  entitled  to  a 
corresponding  extension  of  the  grant  of  land,  under 
the  aet  of  1827.  This  construction  of  the  act, 
though  not  in  the  view  of  the  Legislature  when 
the  extension  was  authorized,  nor  until  it  was 
partly  constructed,  was  at  length  suggested  and 
matured;  and  after  some  delay  was  fully  sustained 
as  the  sound,  legal  construction,  by  the  Attorney- 
General  of  the  United  Slates,  Benjamin  F.  Butler, 
Esq.,  and  carried  out  by  Congress.  By  this  for- 
tunate, though  late  discovery  of  her  rights,  nearly 
300,000  acres  of  land,  worth  one  million  dollars, 
were  added  to  the  canal  fund  of  the  State. 

At  a  subsequent  period,  while  the  public  works 
of  the  State  were  in  a  condition  of  almost  hope- 
less suspension.  Congress  was  inddced,  upon  the 
application  of  the  State,  through  her  members  in 
that  body,  ably  seconded  by  enterprizing  citizens 
of  the  south-western  portion  of  the  State,  to  grant, 
for  the  completion  of  the  Southern  Division  of  the 
Canal,  one-half  of  all  the  lands  remaining  unsold 
in  the  Vincennes  District.  Upon  the  selection  of 
these  lands,  this  graot  waa  foqiid  to  amount  to 
793,583  acres.  ' -''^    -''i^-.-. 

The  several  donations  of  land,  amounting  in  all 
to  about  one  and  a  half  millions  of  acres,  between 
the  State  line  and  the  Ohio  River,  have  formed  the 
basis  of  the  fund  for  the  construction  of  the 
Canal. 

But  with  the  financial  crisis  of  1840  came  the 
prostration  of  State  credit  and  the  total  suspension 
of  all  her  public  works.  For  six  years,  the  inter- 
est OB  her  State  debt  had  remained  unpaid.  The 
Wabash  and  Erie  Canal  was  then  finished,  and 
navigable  to  Lafayette.  This,  with  its  tolls  and 
lands,  was  found  to  be  the  only  sound  pluik  in  the 
wreck.  With  this  as  a  basis  upon  which  to  build, 
the  resuscitation  of  the  State's  creditwas,after  some 
years  of  depression,  conceived  of  by  enlightened 
and  patriotic  men  as  a  thing  possible.  During  the 
session  of  1845-6,  Charles  Butler,  Esq.,  as  the 
agentP  of  the  State's  creditors,  submitted  to  the 
Legislature  a  plan  for  arranging  the  funded  debt 
of  the  State,  and  the  completion  of  the  Wabash 
and  Erie  Canal  to  the  Ohio  River. 

The  entire  indebtedoess  of  the  State,  besides 
the  Bank  loans,  including  interest  to  1st  January, 
1847,  was  over  fifteen  millions.  Under  its  magni- 
tude, which  was  increasing  at  the  rate  of  some 


*It  is  quite  worthy  of  remark  here  that  this  ex- 
tensive system  of  public  works,  though  far  too 
large  for  that  period,has  since  been  completed  with 
some  changes,  by  individual  enterprise — For  one 
Tumpike,the  New  Albany  and  Salem  Railroad  has 
been  substituted.  The  Peru  and  Indianapolis 
Railroad  takes  the  place  of  one  of  the  canals,  and 
the  Fort  Wayne  and  Chicago  Road  ia.ia  progress, 
in  lieu  of  another  canal.  i 


S800,000  a  year,  by  unpaid  interest,  tbe  people 
had  become  dispirited.  Considering  the  then  de- 
pressed condition  of  every  branch  of  private  busi- 
ness, the  individual  indebtedness,  and  the  limited 
population  at  that  period,  the  failure  of  the  State 
to  meet  her  annual  interest,  must  be  viewed  as  a 
necessity  of  the  times.  It  is  scarcely  too  strong  a 
view  of  the  case  to  say  that  the  State  was  literally 
unable  to  pay  the  interest  in  full  by  taxation, 
without  imposing  burthens  upon  the  people  really 
oppressive. 

With  the  accumalating  weight  of  the  debt,  it  it 
scarcely  possible  that  the  payment  of  the  entire 
amount  would  ever  have  be«n  attempted,  but  for 
this  arrangement.  Even  by  this  time  a  new  gen- 
eration would  have  b^^en  pressing  close  upon  tbe 
heels  of  the  one  which  had  contracted  the  debt, 
and  the  moral  obligation,  by  thie  lapse  of  timie,  and 
the  long  acquiescence  in  default,  would  have  grown 
less  and  less. 

Under  these  circumstances,  the  suggestiob  pro- 
viding for  one  half  the  debt  by  a  pledge  of  the 
lands  and  prospective  revenues  of  the  Canal,  was 
hailed  as  a  measure  of  relief.  It  was  as  a  light 
springing  up  where  before  all  had  been  enveloped 
in  darkness.  It  seenied  to  bring  the  debt  into  a 
manageable  shape.  From  that  period,  hope  took 
the  place  of  despair,  and  the  citizens  of  the  State 
were  inspired  with  new  courage  in  the  prospect  of 
seeing  her  relieved  from  pecuniary  discre^lit,  and 
her  creditors  in  the  receipt  of  what  was  justly 
their  due.  The  adjustment  of  the  State  debt,  and 
the  redemption  of  public  credit  became  tbe  lead- 
iag  topic,  and,  at  the  session  of  1846-7,  the  measure 
was  finally  consummated  by  the  passage,  in  a 
form  acceptable  to  the  State's  creditors,  of  the 
"  act  to  provide  for  the  funded  debt  bf^  the  State 
<^  Indiana,  and  for  the  completion  uf  the  Waba  sh 
and  Erie  Canal  to  Evansville." 

Perhaps  no  measure  of  Legislation  ever  elicited 
more  general  interest,  nor  has  there  been  any  in 
tbe  history  of  Indiana  fraught  with  results  more 
beneficient  upon  the  general  interests  uf  tbe  State. 
Two  leading  objects  seem  to  have  induced  its 
enactment,  both  worthy  of  the  zeal  and  ambition 
of  an  independent  State — first,  the  payment  of  hei- 
entire  indebtedness,  principal  and  interest,  justly 
and  equitably  ;  and  second,  tbe  completion  of  the 
Canal  to  the  Ohio  River.  -  -  ;     ,  [  |  : 

The  high  ends  and  aims  of  this  state  debt  act, 
and  its  general  spirit  and  intention,  are  so  well 
set  forth  in  the  Preamble,  that  it  may  be  well  to 
transcribe  it  as  follows  : 

"Whereas,  honour  and  justice  alike  require 
that  such  equitable  provision  should  be  speedily 
made  for  the  discharge  of  the  pecuniary  obliga- 
tions of  the  state  as  shall  be  just  and  acceptable 
to  its  creditors,  honourable  to  the  people  of  Indi- 
ana, and,  at  the  same  time,  within  the  ability  of 
the  state,  without  further  involving  the  people  in 
a  general  debt :  And  whereas,  an  arrangement, 
based  upon  a  moderate  taxation,  and  the  comple- 
tion of  the  Wabash  and  Erie  Canal  to  Evansville 
it  is  believed,  will  secure  the  objects  aforesaid :— ' 
And  whereas,  in  order  to  insure  so  desirable  a  re- 
sult, a  large  portion  of  our  bondholdere  have  man- 
ifested a  willingpess  to  aid  in  the  completion  of 
said  canal,  within  the  ensuing  four  years,  to  the 
Ohio  river:  And  whereas,  this  proposition  em- 
braces, as  a  general  arrangement,  the  payment, 
by  taxation,  of  two  and  a  half  per  cent  on  the  un- 
provided public  debt  of  the  state,  and  a  reliance 
for  the  remaining  two  and  a  half  per  cent.,  on  the 
lands,  tolls  and  water  rents  of  said  Wabash  and 
Erie  Canal,  (after  paying  expenses  of  construction 
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»ud  repair,)  thereby  greatly  relieriag  the  people 
of  lodiaua  from  burthensome  taxation,  aud  vir- 
tually discharging  them  from  any  liability  for  the 
said  remaiuiiig  iuierest,  aud  loukiug  aloue  to  said 
caoal,  its  tolls  aud  other  revenues,  lor  half  the  in- 
terest on  said  entire  public  debt :  And  whereas, 
there  is  reason  to  believe  that  the  plan  embraced 
lu  the  following  provisions  is  entirely  within  the 
means  of  the  state  successfully  to  accomplish — 
that  it  will  be  acceptable  to  oar  creditors — hon- 
ourable to  the  people  represented  by  this  general 
assembly,  and  will  add  to  the  wealth,  prosperity 
aud  advancement  of  Indiana:  therefore,  (be." 

In  a  t>upplemental  act,  without  affecting  the 
principle,  it  was  provided  that  for  one  half  the 
debt  a  five  per  cent,  state  stock  should  be  issued 
payable  out  of  the  State  revenues,  and  for  the 
other  half  a  five  per  cent.  Canal  stock  should  be 
issued  payable  only  out  of  the  Canal  revenaes. 

It  was  a  part  of  the  arrangement  that  $800,000 
should  be  advanced  towards  the  completion  of  the 
Canal,  the  bondholders  subscribing  to  this  ad- 
vance, thereby  securing  to  themselves  certaii  ad- 
vantages by  way  of  preference. 

The  whole  arrangement  of  this  State  debt  seems 
to  have  been  proposed  and  consumated  upon 
principles  of  mutual  accommodation  and  justice 
— the  State  agreeing  to  recognise  the  entire  debt, 
inclading  arrears  of  interest,  and  also  the  disput- 
ed bonds  amounting  to  nearly  S4 ,000,000,  which 
had  been  lost  to  the  State  by  the  failure  of  the 
Morris  Canal  and  Backing  Company,  to  pay  by 
direct  taxation  as  large  a  proportion  thereof  as 
the  circumstances  of  her  citizens  at  the  time 
would  warrant;  and  for  the  remainder,  to  set 
apart,  no  doubt  in  good  faith,  her  only  available 
public  work,  with  its  lands  and  tolls;  while  on  the 
part  of  her  creditors,  though  unpaid  of  their 
promised  interest  for  six  years  preceding,  it  was 
agreed  to  undertake  the  completion  of  the  canal, 
at  a  cost  of  over  two  millions,  and  to  await  the 
future  revenues  of  the  work  for  one  half  the  State's 
indebtedness ;  yielding  up  therefor  the  bonds  of 
the  State  bearing  upon  their  face  her  pledged 
faith* 

So  far  as  the  State  is  concerned,  the  working  of 
the  arrangement  has  proved  most  beneficial.  It 
has  placed  her  credit  upon  a  firm  basis,  and 
brought  into  her  territory  a  vast  increase  of 
wealth.  Not  only  are  the  burdens  of  taxation  for 
State  purposes  diminishing,  but  her  finances  have 
begun  to  figure  out  the  period,  not  very  remote, 
when,  with  the  steady  workings  of  a  small  sink- 
ing fund,  the  entire  half  of  the  original  State  debt 
assumed  by  her  may  be  paid  off, 

Uow  far  the  other  half  of  the  debt  resting  upon 
the  canal  may  be  provided  for,  remains  as  yet  un- 
certain. The  Southern  Division  of  the  canal  has 
but  recently  been  finished,  and  during  its  progress 
the  net  tolls  of  the  finished  part,  as  well  as  pro- 
ceeds of  lands,  were  specifically  devoted  to  that 
object.  Much  will  depend  upon  the  protection 
which  the  canal  and  the  general  interests  of  the 
rust  shall  receive  at  the  hands  of  the  State,  and 
the  bearing  of  her  Legislation  upon  it.  '  •.'''", 
The  State  did  not  guarantee  the  sufficiency  of 

*It  will  be  observed  that  it  was  only-  in  trust 
for  a  specified  objuct  not  in  fee  simple,  that  the 
canal  and  lands  were  conveyed,  the  State  reser- 
ving the  right  to  terminate  the  rust  and  re- 
ume  the  control  of  the  work  by  satisfying  the 
iebt,  and  also  retaining  under  the  trust,  for  the 
protection  of  her  residuary  interest,  a  share  in 
ta  uuDagement.      ...... 


the  caoal  revenue  to  discharge  the  one  half  of  the 
original  debt.  And  yet  it  is  plain  that  she  might 
80  act,  in  the  exercise  of  her  sovereignty,  as  to  in- 
cur a  moral  aud  equitable  obligation  to  make  it 
good-the  only  obligation,  after  all,  by  which  sov- 
ereign States  are  governed.  Should  there  be  any 
material  failure,  it  will  have  resulted  mainly,  no 
doubt,  from  the  construction  of  parallel  and  con- 
tiguous railroads — a  species  of  competition  not  in 
the  view  of  either  contracting  party  in  1846,  and 
which  has  been  invited  by  the  Legislation  of  the 
State.  Without  knowing  the  state  of  the  case — 
whether  such  roads  will  bo  completed,  or  what 
may  be  their  effect,  it  will  readily  be  perceived 
that  a  grave  question  may  arise  here.  The  State 
creditors  sought  not  the  possession  of  this  canal 
as  a  voluntary  investment  of  capital.  It  was  the 
result  of  the  State's  necessities.  The  State ,  in  of- 
fering the  canal  as  an  equivalent  tor  half  the  debt, 
and  her  creditors  in  accepting  it,  had  refference, 
not  to  its  banks,  its  waters,  or  its  locks  but  to 
the  tolls  to  be  derived  from  its  trade;  and  if  this  trade 
be  diverted,  the  character  and  value  of  the  equiv- 
alent becomes  wholly  changed — the  consideration 
has  failed.  And  if  this  diversion  shall  have  taken 
place,  through  the  act  or  permission  of  the  State, 
a  new  aspect  is  given  to  the  case. 

The  physical  characteristics  of  that  portion  of 
the  canal  lying  within  the  State  of  Indiana  may 
be  briefly  stated  as  follows  : 
Length  from  State  Line  to  Evansville.  880  miles. 

Total  cost  of  construction  (about) S6,500,000 

Total  Lockage 649  ft. 

Height  of  summit  level  at  Ft.Wayne  (water 

surface)  above  Lake  Mno 185  ft. 

Whole  number  of  Locks 78 

Aqueducts 19 

"  "  Culverts ,.289 

"  "  Dams 16 

"  "  Road  Bridges 190 

Size  of  Lock  Chambers 90  by  16  ft. 

Minimum  size  of  Canal 

from    Fort  Wayne    to 

Evansville 40  ft.  wide  and  4  ft.  deep. 

From  Ft.  Wayne  to  State 

Line 50  ft.  wide  and  6  fb.  deep.* 

The  tonnago  of  the  canal  in  Indiana  for  1863 
amounted  to  210,000  tons.  The  largest  agricultur- 
al export  is  corn,  of  which  the  shipment  in  1854, 
from  the  Wabash  Valley,  has  reached  3,400,000 
bushels. 

Under  the  State  Debt  Act,  the  canal  with  its 
lands,  and  all  its  varied  interests,  was  placed  for 
the  purposes  therein  specified  under  the  manage- 
ment of  three  Trustees,  two  to  be  chosen  by  the 
subscribing  bondholders,  and  one  by  the  State 
Legislature.  The  Trustees  are,  on  the  part  of  the 
bondholders : 

'.''■''>■  '•         CiuRLEs  Bugler, 

Thos.  Dowling.    • 
On  the  part  of  the  State  :  Bknj.  R.  Edmonston. 
Chief  Engiaeer  :  Jesse  L.  Williams. 
Resident  Engin'r  in  charge 

of  Southern  Division:  William  J.  Bali,. 

The  following  statement  exhibits  the  amount 

and  character  of  the  stocks  issued,  and  for  which 

the  Wabash  and  Erie  Canal,  its  lands  and  revenues 

were  pledged  by  the  State  ;  and   also  the  amount 


and  character  of  stocks  liable  to  be  issued  in  sur- 
render of  the  Bonds  of  the  States  of  Indiana  out- 
standing.      '■■ ,;  :' '  -•^. .I'lyv'*;!^;'^!;^*^.:^ ;'v 

Preferred  Canal  Debt,  \it  January  1853. 
The    following  statements  exhibit  the  entire 
Preferred  Canal  Debt:         4^  '•■'.:.  li^'i^c^i*^:^:,' 
Ist.    The    advance    by   subscribing 

bondholders,  6  per  cent.  Loan $815,900  00 

2d.  Preferred  Canal  Stocks  issued  to 
subscribing    bondholders  on    ac-  ^       .'' 
count  of  Principal  and  Interest,     /l^i-VvV..- 
viz :  'j:'N;t* 
Preferred  for  Principal  on  ac-  »  - 
count  of  Internal   Improve- 
ment Bonds 3,659,500  00 

Preferred  for  Principal  on  ac- 
count of  Original  Wabash  and     . 
Erie  Canal  Bonds 420,000  00 


■:^:' 


Special  Preferred 
forIntere8t,1841 
to  1847,  OQ  In- 
ternal Improve- 
ment Bonds...  SI, 090,437  60 

Do.  1847  to  1853.   1,097,850  00 


•\^^^ii  ■ 


Special  Preferred 
for  Inter'st,  1841 
to  1847,  on  Or- 
iginal Wabash 
and  Erie  Caaal 
Bonds $125,075  00 

Do,  1847  to  1853. . .   126,000  00 


2,188,287  50 


'■:->:<\ 


-.-5U.-V 


251,075  00 


Total  issue  of  Preferred  Canal 
Stocks  to  subscribing  bond- 
holders, drawing  interest  5 
per  cent,  from  1st  January, 
1853,  S6,518,862  50,  and  with 

loan  making 7,334,762  50 

3d.  If  to  this  be   added  the  Certi- 
ficates issued  for  Original  Wabash       ''/"■'•. 
and  Erie  Canal  Bonds,  which  were       '>    '.  ':    - 
surrendered    but    not  subscribed 
on,  the  following  is  the  result :  .  < 

Deferred  Certificates  ''  ''    *    '    ,  ' 

issued     for    Prin-  "     ' 

cipal $271,000  00        •    > 

Special  De- 
fer'dCer-  .^    .,.-;,.-,.     -;.■■■ 

tificates,       -.-*  I  •^:  •■■'., 

issuedfbr  .;     ■}  •  ."  ^■; '7-'   "  ;^  :'^-'- 

Interest,  ';■,:- '  V-f..  •>   '•■.> 

1841    to  -'■  ,;■'  -..-,:.  ■•;-:fV:i;---^:- 

1847 $81,295        ^.- -'.  :.j.;'  ::>/;>,::•,    / 

Do.  1847  to  ' 

1853 77,400  •  V- •  '  ■ 

159,325  00 


480,325  00 


*  The  Ohio  Division  has  a  minimum  capacity 
of  50  ft.  width  and  5  fl.  depth  from  the  State  Line 
to  its  junction  with  the  Miami  Canal,  and  thence 
to  Toledo  60  feet  width  and  6  feet  depth.  Lockage 
on  Ohio  Division  164  J  feet,  making  a  total  Lockage 
between  Toledo  aud  Evansville  of  713^  fl,  aver- 
aging 1.54  fl.  per  milo. 


Making  an  aggregate  of $7,766,087  50 

from  which  is  to  be  deducted  20  per 
cent,  of  the  Principal  of  the  6  per  "^ " 
cent,  loan,  paid  off  on  1st  Novem- 
ber, 1864 163,180  00 


Leaving $7,601,907  50 

Deferred    Canal   Stocks    issued    to 

Bondholders,  who  did   not    sub-  - 
scribe  to  the  $800,000  loan.  Prin- 
cipal and  Interest 1,131,000  00 


ToUl  stocks  issued $8,732,907  50 

Bonds  outstanding,  with  interest  to 

Ist  January,  1853;  viz :,  ,  . 

Internal  Improvement .  $608,000         ^  .C ...  ^  **:^v  • 
Interest,  12  y'rs,  60  per 

cent 364,800 


$972,800  •>^=  486,400  00 
Original  W.  &.  E.  Canal  184,000 
Interest 110,400 


•-lit'.  ,»;■; 


$294,400  •>^=   147,200  00 

i\ 

Aggregate $9,366,497  60 


ABTERICAIf    RAILROAD    JOURNAL. 


795 


The  above  statement  furoisbes  a  history  of  tbe 
Wabasb  and  Erie  Canal,  and  tbe  State  debt  in- 
curreu  in  consequence  of  its  construction.  By 
the  arrangement  entered  into  with  tbe  State  credi- 
tors in  1847,  tbe  original  bonds  were  to  bo  sur- 
rendered if  tbe  holders  saw  fit,  and  new  ones  is- 
sued for  tbe  portion  of  tbe  debt  to  be  met  by  tbe 
State.     Tbe  bonds  were  ef  tbe  following  kinds. 

FHrst,    STATE  FIVK  PER  CENT.    STOCK    fOr  OUC  baK 

the  principle  of  the  bonds  surrendered,  to  bear  in- 
terest at  four  per  cent,  up  to  January  1853,  and 
five  per  cent,  thereafter.  Tbe  amount  of  this,  31st 
October,  1863,  was  S5,059,000  00. 

Second,    STATE   TWO   AND   A   HALF  PER   CENT. 

STOCK  for  one  half  tbe  interest  in  the  bond 
sorrendered,  and  the  difference  of  four  and 
five  per  cent,  on  the  principal  to  1863.  This  was 
to  bear  interest  from  Ist  January,  1853,  and 
amounted,  at  31st  October  same  year,  to  $1,852,- 
341  00  '        .  -  • 

There  were,  at  the  above  dale,  oulsl*ndlng  920 
of  the  old  coupon  bonds  which  had  not  beea  ex- 
changed, amounting  to  $920,000  00.     ;'.::. 

Third,   PREFERRED  FIVE  PER  CENT.  CANAL  STOCK. 

This  was  issued  to  such  of  the  original  bondhold- 
ers as  subscribed  to  the  S800,000  required  for 
completing  the  canal,  and  is  entitled  to  preference 
in  payment  to  the  Deferred  Stock.  The  amount 
of  this,  3l8t  October,  1853,  was  $4,079,600  00. 

Fourth,    DEFERRED  FIVE  PER  CENT.  CANAL  STOCK. 

This  was  issued  to  such  bondholders,  as  did  not 
subscribe  to  the  above  loan.  The  amount  of  this, 
at  tbe  same  time,  was  $9Y9,500  00. 

Fifth,    PEFERRED    TWO    AND     A    HALF     PER    CENT. 

"  special"  CANAL  STOCK.  This  was  issued  to  the 
new  loan  subscribers  for  the  interest  on  the  old 
debt,  and  in  like  manner,  takes  preference  of 
the— 

Sixth,  deferred  two  and  a  half  "special" 
CANAL  STOCK  takcQ  foT  interest  by  nou-subscrib- 
ers.  The  former  amounted  (3l8t  October  1853) 
to  $1,216,737  60,  the  latter,  to  $294,962  50. 


">,:-,■ 
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Stote  Coupon  Bonds  (old  debt) ....     $920,000  00 


State  five  per  cent,  Stock $6,059,000  00 

Two  and  a  half  percent.  "  Deferred" 

Stock 1,852,341  00 


Total  present  State  Debt. 


.$6  911,341  00 


Canal    five    per    cent.    "Prefered" 

Stock. ...r^ 4,079,500  00 

Canal    five    per    cent.    "Deferred" 

Stock.... TT 979,600  00 

Canal  two  and  a  half  per  cent.  "  Spe- 
cial Prefefred"  Stock 1,216,737  60 

Canal  two  and  a  half  per  cent. "  Spe- 
cial Deferred"  Stock 294,962  60 


Total  amount  of  Canal  Debt..  .$6,570,700  00 

The  $800,000  required  for  the  completion  of 
the  canal  are  not  included  in  the  above. 

Besides  the  above  debts  the  State  owes  $1,- 
890,000  for  which  she  issued  her  five  per  cent. 
bonds  in  1854,  to  provide  means  to  [pay  for  the 
■took  she  had  taken  in  the  State  Bank  of  Indiana. 
The  interest  has  been  regularly  paid ;  tbe  Bank,  a 
lource  of  profit  to  the  State  ;  the  stock  has  been 
at  a  high  premium ;  and  a  Sinking  Fund  has  been 
provided  to  liquidate  the  debt  at  its  maturity. 

The  report  of  the  State  Treasurer  for  tbe  pre- 


yi«.s 
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sent  year  has  not  been  received;  but  will  proba- 
bly not  difler  materially  from  tbe  above.  We 
shall  present  an  abstract  of  it  to  our  readers  at 
the  earliest  opportunity. 

Atlanta    4b    I<»  Grange  Rallraad  Companx. 

President — John  P.   King;     Superintendent — 
John  F.Mims ;  Office  and  Transfer  Office — Atlanta, 
Georgia.     Annual   Meeting — 30tb  June.     Length 
of  road  now  open  for  traffic — 79^^  miles. 

The  graduation  of  the  road  (at  tbe  junction  with 
the  Macon  and  Western  Railroad  6)^  miles  from 
Atlanta)  to  Newuan  commenced  on  the  Ist  of 
June,  1850.  On  the  17th  March,  1861,  the  road 
was  open  fot  the  transportation  of  freight  and 
passengers  as  far  as  Palmetto,  and,  on  the  12tb 
September,  in  the  same  year  to  Newuan,  a  dis- 
tance of  32)a'  miles.  At  the  same  time,  opera- 
tions in  grading  were  commenced  along  the  line 
as  far  as  La  Grange  and  West  Point.  On  tbe  16tb 
March,  1853,  the  road  was  extended  to  Chandlers, 
5}  miles  beyond  Newnan,  and  on  13tb  June  a 
distance  of  seven  miles  furthc#  In  September, 
the  road  was  opened  to  Hogansville,  in  December, 
to  Whitfield's,  and  in  February,  1853,  to  La 
Orange,  a  distance  of  64^^  miles  from  tbe  junction 
with  Macon  and  Western  Railroad,  and  71}-^  miles 
from  Atlanta.  The  first  6>a  miles  of  route  cor- 
responding in  direction  with  the  M.  &  W.  Railroad, 
the  Company  did  not  deem  it  advisable  to  lay  an 
additional  track ,  but  made  arrangements  for  tbe 
use  of  their  track  for  a  consideration  of  $3,000 
per  annum.  It  was  not  till  the  15th  ef  May,  1854, 
that  tbe  road  was  opened  through  to  West  Point, 
completing  the  distance  of  793.^  miles,  which  with 
6}^  miles  of  the  M.  &  W.  Road  makes  the  entire 
distance  run  by  their  trains  to  be  B6i^  miles. 

The  road  through  its  entire  length- runs  parallel 
with  the  Ghatahoochee  River  and  occupies  a  low 
ridge  of  hills  running  along-side  the  river  for 
about  25  miles  from  Atlanta.  Thence,  the  route 
is  more  or  less  broken  and  tortuous  till  it  reaches 
the  river  at  West  Point.  The  maximum  inclina- 
tion of  grade  line  is  42,^^'  feet  per  mile. 

The  first  rail  used  was  of  the  T  shape  weighing 
45  lbs.  to  the  yard. 

Up  to  June  80th,  1851,  the  total  cost  of  road 
and  outfit  was  $1,024,621  22,  or  about  $12,848 
per  mile.  The  capital  stock  then  paid  in  amount- 
ed to  $703,907  99 ;  the  gro's  receipts  for  the  year 
were  $195,631  27  and  the  expenses  for  the  same 
time  $70,643  64;  leaving  aa  net  profits  for  the  year 
$126,087  73.  The  amount  received  from 
Passengers  for  tbe  same  time  wm.  ..$H4,477  35 
Freight  "  «-     «•  ..i,     66,108  82 

U.  S.  Mail      "  ••    ^y*  .  ii  -  15,700  00 

Express         "  "        m  -        .j.  315  10 


Total  ....•-... $195,631  27 

equal  to  $2,400  per  mile,  19  per  cent,  on  the  gross, 
or  I2J4  per  cent,  on  the  nut  receipts  of  tbe  road 
for  the  first  year. 

The  amount  paid  on  capital  stock  at  date  of  last 
report,  $703,907  99.  The  Company's  7  per  cent, 
bonds  at  same  date  amounted  to  $225,000.  There 
was  DO  floating  debt.  About  two-fifths  of  the 
stock  is  owned  by  corporate  bodies ;  the  remain- 
der by  private  individuals. 

No  dividends  have  as  yet  been  declared.  There 
bad  been  expended  !■  construction  account  of 
last  year's  profits  93,712,  23;  no  preference  stock 
has  been  created  by  tbe  Company. 

Tbe  road  is  in  good  roiming  order.    Tbe  rolliog 


stock,  at  date  of  last  report,  was  very  deficient 
consisliug  of  three  passenger  and  four  freight  en- 
gines, besides  lour  others  under  contract.  The 
stock  of  cars  consists  of  four  passenger  cars,  be- 
sides others  which  have  been  ordered,  and  tbe 
necessary  force  of  repairing  and  ditching  cars. 

Up  to  May  10th,  1863,  when  the  entire  expend- 
iture bad  reached  the  atuount  of  $806,283,  the 
several  items  of  cost  were  as  follows,  riz : 

For  Engineering $30,357  00 

ForRigbtofWay 16,071  00 

For  Grading,  Masonry,  Bridging  and 

Real  Estate 314,266  00 

FOr  Cross-Ties.  Rails  and  FHSteiiiugs  .327,707  00 
For  Laying  Track,  Depots,  Stations,  and 

Tanks,  &c 62,098  00 

For  Rolling  Stock 68,687  00 

For  Incidentals,  Advauces,  dtc 7,198  00 


$806,283  00 
oad  last  year 


The  working   expenses  of  the 
have  been ; 

Wages,  Salaries,  &.C.,  in  conducting 

transportation $16,667  70 

Do.  for  MaintenMUce  of  Way 18,236  24 

Do.  for  Motive  Power 6,609  16 

Depots  and  Stations ...j 2,071  66 

Oil  and  Wood 1 6,180  66 

Repairs  to  Road 1 889  28 

Loss  and  Over-charges. i. 2,849  48 

Repairs  for  Engines...] 6,382  27 

1,288  88 

3,000  00 

8,016  64 

1,462  68 


Do.  for  Cars. 
Rent  of  Road . 
Do.  of  Cars . . . 
Incidentals. . . . 

Copy  of  Balatice  Sheet, 

Treasurer  iu  account  current  with  A.  &  La  Or. 

R.  R.  Co.,  July  20lb^  1664. 

For  Scrip  issued \ '...Ilf702,716  00 

For  Cash  on  account,  t 3,192  99 


[■ 


$706,907  99 

For  Company's  Bonds^ 245,000  00 

For  Income,  16  montfa|S 412,656  04 

For  Rents .- 1 217   90 

For  Accounts  due  Individuab 2,810  80 


Cr. 


$1,346,492  71 


By  Road  and  Outfit.. $1,006,819  95 

By  Real  EaUte 17,801  27 

By  Interest 165,94»  42 

By  Expenses 149,176  66 

By  Bills  Received 11,218  89 

By  Surplus  Account 368  25 

By  Incidentals '           72  4t 

Balance 6,086  86 


I 


$1,346,492  n 


I*"--!?.--.- 


Antraclt*  Coal  Bnralny  I<«c*aa*tlv«s, 

The  Philadelphia  Ledger  describes  the  success- 
ful experiment  made  with  a  coal-burning  locomo- 
tive, built  by  Mr.  Phleger,  at  the  machine  shop  at 
THma<iua,  Pa.  The  cylinders  are  10  inches  di- 
ameter, stroke  24  inches,  weight  26  tons ;  4  driv- 
ing wheels  5  feet  diameter,  truck  wheels  30  iacbes 
diameter ;  furnace  44  inches  wide ;  boiler  contains 
057  square  feet  of  fire  surface,  125  tubes,  9  leet 
long  by  two  inches  diameter.  The  fire  is  blown 
by  a  fan  which  is  driven  by  the  exhaust  steam,  and 
can  be  U8e<l  at  pleasure  while  the  engine  is  stand- 
ing still.  The  bottom  of  the  furnace  is  formed  by 
a  water  bottom  with  no  opening,  which  is  a  great 
feature  in  his  improvement ;  a  projecting  water  way 
which jprotects  the  tubes  (tbe  coal  never  coming 
in  contact  with  the  tubes,)  forms  an  air  chamber 
in  which  gases  are  consumed. 

The  cylinders  are  placed  midway  of  the  cylin- 
drical part  of  the  boiler.  Tbe  bight  of  tbe  top  of 
the  boiler  is  only  64  inches  from  the  rail. 

A  series  of  trial  trips  were  made  on  the  Phila- 
delphia and  Baltimore  road,  between  Gray's  f  er- 
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ry  and  the  SusquLbaoDa  River, — aud  in  making 
the  round  trip  to  the  Susquehanna  and  back  to 
Oray's  Ferry,  125  miles,  only  consumed  4000  Ibfl. 
of  coal. 

r''n.-    Journal  of  Railroad  Law. 

CONNECTINa  RAILROADS. 

The  termini  of  railroad  lines  are  matters  of  pub- 
lic notoriety.  Hence,  in  constructing  the  contracts 
which  are  made  with  these  companies  for  the 
transportation  of  goods,  they  will  be  considered 
as  contracting  with  reference  to  their  established 
termini,  and  not  otherwise.  In  the  case  of  Nut- 
ting vs.  the  Connecticut  Railroad  Company,  defen- 
dants were  sued  in  the  Sapreme  Court  of  Massa- 
chnsetts  as  comman  carriers  for  two  boxes  con- 
tained in  the  following  receipt. 

Northampton.  Mass.,  J'^airuarij  28,1851. 

Received  of  E.  Nutting  for  transportation  to 
New  Tork.  nine  boxes  planes  marked  B.  &  F.,  21 
Piatt  stro'st,  New  York.  Four  boxes  planes  and 
handles  marked  G  F.  Hewlet,  146  Bowery,  New 
York,  Fred.  W.  Clark,  Agent,"  The  defendants 
were  common  carriers  to  Sprinfleld,  Massachu- 
setts. The  thirteen  boxes  were  carried  to  Spring- 
field, and  were,  safely  delivered  to  the  next 
compaoy,  whose  line  communicated  with  New 
York,  and  tra  §  of  them  was  lost  after- 
wards. The  defendants  received  pay  only  for 
transportation  over  their  own  line.  It  was  held 
by  Judge  Metcalf,  that  the  defendaots'  obligat  ion 
was  to  carry  the  boxes  to  Springfield,  and  there 
safely  deliver  them  to  be  forwarded  ;  and  that  the 
law  would  not  hold  them  responsible  for  the  fail- 
ore  of  another  Railroad  company,  unless  by  spe- 
cial contract ;  and  the  Court  did  not  consider  the 
above  receipt  as  a  special  contract  to  carry  the 
gobds  beyond  Springfield.  Judgment  was  accord- 
ingly rendered  for  defendants. 

WHAT  CONSTITUTES  DELIVERY  OF  OOODS? 

This  was  the  inquiry  in  the  late  case  of  Clark 
and  others  vs.  Crawford  and  others,  decided  in  the 
Supreme  Court  of  Illinois. .  The  plaintiflT*  claim- 
ed the  value  of  a  cargo  of  iron,  which  the  defend- 
ants bad  agreed  to  transport  from  Pittsburgh  to 
Chicago,  and  which  was  not  received  by  the  own- 
ers. It  was  proved,  however,  upon  the  trial  that 
the  iron  was  placed  upon  a  wharf  at  Chicago,  and 
that  the  consignees  were  duly  notified  of  its  arriv- 
al. It  was  held  by  the  court  that  this  was  not 
sufficient,  but  that  carriers  must  also  see  that  the 
goods  have  been  landed  and  taken  away  by  some 
duly  authorized  party,  and  must,  when  the  goods 
are  not  after  due  notice  removed,  have  them  pro- 
perly warehoused.  The  foregoing  decision  is  a 
peculiarly  stringent  one.  In  Price  vs.  Powel,  the 
New  York  Court  of  Appeals,  held  two  years  ago, 
that  a  delivery  of  goods  upon  the  wharf  at  the 
place  to  which  they  are  consigned,  does  not  dis- 
charge the  carrier,  unless  notice  be  given  to  the 
consignee,  and  that  after  notice  to  the  consignee 
the  carrier  remains  liable  until  the  consignee  has 
had  a  reasonabte  time  to  remove  the  goods. 

Should  it  prove  to  be  impracticable  to  ware- 
house goods  as  may  often  be  the  case,  especially 
if  they  are  very  bulky,  the  law  would  doubtless, 
in  the  spirit  of  this  decision,  exonerate  the  carrier 
from  all  further  liability,  when  after  due  notice 
the  consignee  of  the  goods  should  neglect  to  re- 
move them  from  a  wharf,  upon  which,  in  the  due 
course  of  business  the  carrier  had  deposited  them. 

In  ihe  case  of  Gibeon  vs,  Culner  17  Wendell  305 


the  duties  of  the  common  carrier  in  regard  to  de- 
livering goods  was  the  subject  of  thorough  discus- 
sion, tt  was  in  that  case  held  to  be  the  settled 
rale  that  actual  delivery  of  the  goods  to  the  con- 
signee was  necessary  in  order  to  discharge  the  car- 
rier, unless  it  was  the  course  of  the  business  to 
leave  the  goods  at  specified  places,  and  then  tio- 
tice  of  the  arrival  and  place  of  deposit  comes  in 
place  of  actual  delivery. 

It  was  held,  however,  that  a  notorious  and  imi- 
form  usage  presumed  to  be  known  to  the  consig- 
nee of  goods  may  dispense  with  the  necessity  of 
notice  of  the  arrival  of  goods. 

In  Massachusetts,  it  was  held  in  the  case  of 
Chickering  vs.  Fowler  4  Pickering  Reports  Z1% 
that  in  the  absence  of  any  special  custom,  a  de- 
livery at  the  wharf,  which  is  the  usual  place  of 
delivery,  with  notice  to  the  consignee,  is  a  delivery 
to  the  consignee. 

A  like  rule  has  been  laid  down  in  Pennsylvania 
in  Co-pe  vs.  Cor^va  1  Rawles'  Reports  203. 

So  in  Louisiana  it  was  held  that  notice  of  the 
arrival  of  goods  must  be  brought  home  to  the 
consignee. 

And  in  Vermont,  where  a  person  undertook  to 
carry  boxes  of  lumber  down  the  river  to  a  certain 
cove,  and  being  refused  a  place  of  deposit,  there 
deposited  them  near  by  in  as  safe  a  place  as  he 
could  find,  and  they  afterwards  floated  away  and 
were  lost,  he  was  held  responsible  because  he  did 
not  continue  to  take  care  of  the  goods  until  the 
owner  had  been  duly  satisfied  of  their  situation 
and  had  a  resonable  time  to  remove  them. 


Nci/r  London,  Wllllmantic  and  Palmer  Rail- 
road. 

The  business  of  the  New  London,  Willimantic 

and  Palmer  Railroad  for  the  year  ending  Oct.  81, 

1854,  was  as  follows  :  ,     ,,  . ..  •' 

EARNINGS. 

From  passengers $63,116  58 

From  freight 63,696  48 

From  mails,  express,  rents,  and.  all 
other  sources 10,247  09 


Total $137,060  15 

EXPENSES. 

For  repairs  of  roads,  bridges,  &.C....  $11,589  78 

For  repairs  of  engines  and  cars 9,288  78 

For  salaries  and  wages 28,341  31 

For  fuel  and  oil.... 12,695  71 

For  losses    and  damages 48189 

For  miscellaneous 3,008  28 


Paid  interest  on  Railroad  Bonds,  New 
London  City  Bonds,  and  floating 
debt 67,936  46 


Total $138,343  16 

The  following  is  a  comparative  statement  of 
the  earnings  and  expenditures  for  three  years 
past: 

Earnings.         Expenditures. 

1851 $114,410  78        .$123,208  32 

1852 128,715  93  136,432  17 

1853 137,060  15  138,343  16 

The  following  is  a  general  statement  of  the 
condition  of  the  company  on  the  31st  of  Octo- 
ber. 

ASSETS. 

Construction  account ...  $1,627,827  65 

Unpaid  stock  subscriptions ■     34,016  78 

Sundry  accounts 4,138  51 

Norwich  Junction  track 5,443  33 

Cash 8,019  66 


LIABILITIES. 

Capital  stock $608,600  00 

Interest  scrip,  and  installments  on 

stock 60,457  67 

7  per  cent.  First  Mortgage  Bonds..  500,000  00 

6  per  cent.  Second  Mortgage  Bonds  500,000  00 

6  per  cent  Income  Bonds 65,000  00 

6   per  cent.  New  London  Society 

Bonds 100,000  90 

Sundry  accounts 10,166  17 

Bills  payable 32,661  61 

Receipts  and  expenditures 7,551  58 


Total $1,574,445  94 


Total ...'......$1,574  446  93 

Henderson  and  KaaliTllIc  Railroad. 

At  a  meeting  of  the  board  of  director*  of  the 
Henderson  and  Nashville  Railroad  Company  held 
in  Madisonville,  on  the  9tb  inst.,  it  was  deemed 
expedient  by  the  board  that  a  publication  be 
made,  acquainting  the  public,  and  particularly 
the  stockholders,  with  the  fact  of  important  nego- 
tiations having  been  recently  made  in  London, 
daring  a  recent  visit  made  by  the  Chief  Engineer, 
Mr.  Seymour,  and  myself,  which  it  is  hoped  will 
be  gratifying  to  the  friends  of  the  road. 

A  contract  was  made  for  »ix  thousand  tons  of 
iron,  (enough  to  lay  a  track  of  sixty  mile8,)*for 
which  we  agree  to  pay  %c  in  bonds  of  the  com- 
pany at  par,  (being  30  year  7  per  ct.  bonds.)  and 
the  remaining  \^  in  cash,  which  may  be  regarded 
highly  favorable,  and  showing  that  it  is  a  pro- 
ject in  which  the  English  people  have  much  con- 
fidence. 

The  delivery  of  the  iron  will  commence  during 
the  month  of  February  or  March,  and  will  be  de- 
livered in  quantities  as  may  be  required,  and  as 
the  grade  of  the  road  is  completed,  and  made 
ready  for  its  reception,  until  the  whole  be  deliv- 
ered. 

We  also  arranged  for  a  portion  of  cash,  which 
will  be  held  subject  to  my  order  during  the  next 
month,  which  will  enable  us  (together  with  anti- 
cipated payments  made  by  the  stockholders,)  to 
commence  the  work  again  in  December ;  and  >f  e 
confidently  expect  and  hope  from  that  time  the 
work  will  progress  uninterruptedly. 

E.  G.  SEBREE,  Pres't. 
H.  &N.  R.  R.  CO. 

Nor.  15th,  1854.  ■■^•"•' 

Superior  American  Cloclui. 

The  fame  of  American  common  clocks  is  world- 
wide, as  they  chime  the  hours  to  the  Englishman 
on  the  banks  of  the  Thames,  and  the  Chinaman 
on  the  shores  of  the  Yellow  Sea.  This  has  been 
so  nearly  a  quartei  of  a  century,  because  New 
England  could  make  neater  and  cheaper  clocks 
than  all  the  world  beside.  Foreign  clock  mak- 
ers, however,  comforted  themselves  with  the  idea 
that  however  cheap  we  could  make  clocks,  we 
were  unable  to  make  those  of  the  first  quality — 
accurate  time  keepers — and  in  this  opinion  they 
were  jooted  and  grounded  because  we  had  to  send 
to  England  for  turret  and  and  other  clocks  of  the 
highest  character  and  best  quality.  But  there  is 
no  necessity  for  doing  this  any  longer,  because  as 
good  clocks  for  keeping  accurate  time  in  church, 
ball,  oflSce,  and  mansion,  are  now  manufactured 
by  Messrs.  Sherry  &  Byram,  Sag  Harbor,  L.  I., 
as  can  be  obtained  any  where,  either  in  England, 
Germany,  Switzerland,  or  France. 

We  have  used  one  of  their  clocks  in  oui*  office 
during  the  past  year,  and  can  speak  understand- 
ingly  of  its  operative  qualities.  It  is  made  with 
an  improved  compensating  pendulum,  and  is  a 
most  accurate  time-keeper.  Messrs.  Sherry  & 
Byram  have  provided  turret  clucks  for  a  number 
of  churches,  in  various  parts  of  our  country,  all 
of  which,  we  understand,  have  given  entire  satis- 
faction. It  always  aflTords  us  pleasure  to  hear  and 
know  of  improvements  made  in  the  mecbanic  arts 
by  any  of  our  countrymen. 

It  gives  us.plua.sure  to  endorse  the  above  from 
the  Scientific  American.  We  have  had  one  of 
Messrs.  Sherry  &  Byram's  clocks  in  this  office 
daring  the  last  year  and  have  found  it  an  unerrisf; 
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time-keeper,  totally  unaffected,  so  far  as  we  hare 
been  able  to  observe,  by  cbanges  in  the  weather. 
The  compensating  pendulum  seems  to  hare  over- 
come all  the  usual  variations  to  which  timepieces 
have  been  subject  in  alteralioas  from  wet  to  dry, 
and  heat  to  cold. 

f  It  seems  to  us,  of  the  utmost  importance  that 
Railroad  Companies  should  be  supplied  at  their 
principal  stations  with  accurate  time-keepers ;  and 
we  know  of  none  we  can  recommend  with  confi- 
dence, in  that  respect  but  those  of  Messrs.  Shsret 
&  Btram,  Sag  Harbor,  L.  I.  Railroad  men  or 
others,  in  want  of  clocks,  can  inspect  the  one  in 
this  office  whenever  they  choose  to  give  us  a  call 
for  that  purpose.         -  /^^  JvAJ    ■•y.-'-'i     f  'r, 

Georgia.  Central  Railroad— Dividend. 

^he  Board  of  Directors  for  this  company  met 
at  Savannah,  on  the  6th  inst.,  and  state  that  in 
consequence  of  the  monied  embarrasment  now 


New  YorJc  and  Krie  tiaiiroad. 

We  have  little  doubt  that  the  new  loan  of  this 
company  will  be  taken.  It  is  safe  bey^md  cavil. 
The  recent  action  of  the  Company  must  commend 
itself  to  all,  and  secure  confidence  in  the  dispo- 
sition of  the  company  to  maintain  inviolate  the 
rights  oX  their  creditors.  Such  being  the  fact, 
the  holders  of  the  various  other  classes  of  bonds 
will,  we  are  confident,  lend  a  helping  hand  to  re- 
lieve the  company  of  an  incubus,  which  weighs  so 
heavily  upon  the  market  value  of  the  securities 
they  hold. 

Nothing  would  help  the  market  so  much  as  the 
prompt  payment  of  the  Erie  Income  bonds  due 
in  February  next.    It  would  restore  this  company 
to  its  former  place  in  the  public  confidence,  and 
give  to  it  its  ancient  prestige.    Did  reputation  al- 
ways correspond  to  real  wortli,  we  are  confident 
the  stocks  and  securities  of  this  company  would 
now  stand  better  than  at  any  prior  time.     If  the 
existing,  instead  of  declaring  a  cash  dividend  for  Erie  Company  can  successfully  lead  oflfin  the 
the  past  year,  it  is  expedient  to  declare  one  of  ten  I  present  crisis,  a    restored    confidence    will    im- 
.-„         .  .1.-,  n  1  o.--._  ,,     mediately  come  to  the  aid  of  others,  and  we  shall 


dollars  per  share  on  the  General  Stock,  payable 
in  hundred  dollar  shares  of  the  company ;  and 
that  the  holders  of  Guaranteed  Stock  be  paid  their 
semi-annual  dividend  of  four  dollars  per  share ; 
unless  they  shall  choose  to  merge  their  stock  into 
the  general  concern,  when  they  should  receive  the 
usual  dividend  in  stock.  When  fractional  parts 
of  shares  are  issued,  certificates  are  to  be  issued 
to  the  holders,  who  will  hava  the  privilege  of  pay- 
ing the  diflference  before  the  first  of  June  next, 
so  as  to  make  the  shares  complete. 

The  Directors  state  that  the  net  annual  earn- 
ings of  the  company  are  now  over  half  a  million 
on  a  stock  of  three  millions  and  a  half — over  four- 
teen per  cent.  The  Board  have  been  in  the  habit 
of  spending  the  surplus  of  the  earnings  on  the 
road  and  to  the  payment  of  Bonds ;  and  conse- 
quently they  find  themselves  unable  to  pay  cash 
dividends  at  present,  unless  at  eaormoos  sacrifi- 
ce!. ~i   •■  •  .'i: j'-  .'•i-i 


Fox  River  Valley  Hailroad. 

Track-layers  are  now  busy  putting  down  the 
iron  on  the  Fox  River  Valley  Railroad. — 
The  work  has  been  very  much  retarded  by  the 
failures  to  get  the  iron  which  was  bought  early  in 
the  Spring.  A  sufficient  amount,  however,  has 
been  received,  and  is  on  the  way  from  New  York 
to  this  city,  to  finish  the  road  to  the  Wisconsin 
line.  About  three  miles  of  track  are  laid  North 
ot  £lgin,^nd  it  is  expected  to  reach  Dundee  next 
week;  Algonquin  about  the  30tb;  Crystal  Lake  by 
the  10th  of  December,  and  McHenry  by  the  1st  of 
January. 

The  people  of  the  Fox  River  Valley  are  much 
in  need  of  additional  facilities  for  marketing  of 
their  large  crops  and  obtaining  their  supplies. — 
The  Galena  Railroad  does  not  aflbrd  accommoda- 
tion for  the  business  West  of  the  Fox  River,  in  its 
main  line;  so  rapidly  has  it  grown  beyond  the  cal- 
culations of  the  directora  of  that  corporation. — 
Chicago  Tribune.. 

Hannibal  and  St.  Joseph  RaiiroAd. 

At  the  meeting  of  the  Stockholders  in  the  Han- 
nibal and  St.  Soseph  Railroad  Company,  the  fol- 
lowing gentlemen  were  elected  Directors  for  the 
ensuiug  year,  viz  : 

R.  M.  btewart,  of  St.  Joseph,  Missouri ;  John 
Corby,  of  St.  Joseph,  Missouri;  Z.  G.  Draper,  of 
Hannibal,  Missouri;  Jushua  Gentry,  of  Marion 
City,  Missouri ;  R.  B.  Forbes,  of  Boston,  Massa- 
chusetts; John  E.  Thayer,  of  Boston,  Massachu- 
setts; H.  H.  Huunewell,  of  Boston,  Massachusetts; 
Thomas  B.  Curtis,  of  Boston,  Massachusetts 
JohA  M. J'QrbM,  of  Bottgn,  MaiUchnwtf. 


soon  see  a  difiercnt  state  of  afiairs. 


Tunnel  under  Uie  Oltio  River. 

The  Louisville  Journal  has  an  article  upon  the 
prospects  and  feasibility  of  the  construction  of  a 
tunnel  under  the  Ohio  River  at  Louisville,  Ken- 
tucky, and  Jeffersouville,  Indiana.  A  charter  for 
this  work  was  granted  by  the  Kentucky  Legisla- 
j,are,  March  6,  1854  ;  and  the  right  of  way  given 
>by  the  city  of  Louisville,  and  the  work  forever  ex- 
empted from  taxation  for  city  purposes,  on  the 
27th  day  of  May,  1854.  The  Fort  Wayne  and 
Southern  Railroad  Company  have  accepted  the 
charter  and  the  release  of  the  right  of  way  ;  and 
propose  making  up  the  stock,  and  if  possible  to 
put  the  work  under  contract  this  fall  or  early  in 
the  spring.  The  tunnel  will  be  a  double  track, 
adapted  to  the  use  of  all  the  roads  for  the  differ- 
ent gauges.  It  will  be  28  feet  wide  in  the  clear, 
and  17  leet  high,  perpendicularly,  from  the  cen- 
tre of  each  track.  The  arching  will  be  sixty  feet 
less  than  two  miles  in  length.  The  descending 
grades  into  the  tunnel,  at  either  end,  will  be  only 
eighty  feet  per  mile  on  a  straight  line.  From  the 
head  ot  the  grade. on  one  side  to  the  head  of  the 
grade  on  the  opposite  side  of  the  river,  will  be  two 
miles  and  a  half.  The  tunnel  will  be  constructed 
in  the  river  bv  excavating  a  channel  or  pit  in  the 
rock  and  arching  over  with  the  material  excava- 
ted— millstone  rock  of  the  best  quality.  The 
work  has  been  surveyed,  and  the  cost  estimated 
at  Sli200,000.  It  is  proposed  to  raise  this  sum  by 
a  subscription,  no  part  of  which  is  made  payable 
until  the  whole  sum  is  subscribed.  Whenever  all 
the  stock  is  taken,  then  it  becomes  payable  in  foijr 
equal  semi-annual  instalments. 


JLitliograptay. 


G"WEI3SENB0RN,  Civil  Engmeerand  draugfatsman  113 
•  Faltoo  St,  up  itaira  ;  aUo  gives  his  attention  to  the  e»- 
graving  of  maps,  and  machinery  on  stone.  Locon.otivea  are 
neatly  llthogrRphcd  at  Ihia  establishment  on  the  moat  reasona- 
ble terms.— O.'dej-s  are  sol. citeJ.  60. tf 


Railroad  Iron. 

F\r\f\  TONS  No.  1  Glengamock  Scotch  Pig  Iron  in  loU  to 
K/yJyJ  Buit  purchaaera  for  aale  by 

NAYLOR  &  CO., 
09  and  101  John  st. 
N,  B. — The  above  Iron  oonstantly  imported'  32J£ 


Railroad  Iron. 

THE  Undersigned,  having  made  arrangementa  abroad,  are 
prepared  to  contract  for  the  delivery  of  Foreign  raila,  of 
approved  brands  upon  the  most  favorable  terms. 

They  will  also  make  contmcts  for  American  rails,  made  at 
their  Trenton  Works,  Irom  Aodover  Iron,  in  whole  or  in  part, 
as  may  be  agreed  ui>on. 

They  are  prepared  to  fViniiah  Telepraph,  Spring'and  Market 
Wire ;  Braziers  and  Wiro  Ito^s;  Rivets  and  Merchants  Bars 
to  order,  all  made  exclusively  from  Andover  Iron.  Toe  ati«n- 
tion  of  parties  who  require  Iron  ot  the  very  best  quality  (c: 
special  purposes,  is  respectfully  invited. 

COOPSB  fc  HEWBTT 
Vebruaiy  U,  I86a  X7BarliD«SUi>,  New  York. 


Ontario,  Simcoe  &  Huron  R.R. 

CANADA. 

THIS  road  opened  in  May  last  to  Lake  Simroe  in  expected  to 
be  completed  to  the  O^orgiau  Bay,  Lake  Huron  a 
distance  of  96  miles  in  June  next  where  it  »i!l  form  the  sborteat 
and  most  agreeable  route  to  Uie  North  WeflL-ni  States  to  Lake 
Michigan  and  to  the  Miueral  Regions  of  Lake  Superior. 

At  present  the  Passenger  Trains  leave  Toronto  for  Barrie  (64 
milee)  daily  at  8  a.m.  and  3.  30  p.m,,  returning  the  aame  day— 
On  the  opening  of  the  uavigation  a  Steamer  will  ply  on  L«ke 
Simcoe  in  connexion  with  the  Trains  and  wiil  convey  fmuaeogen 
through  that  Lake  and  Lake  Conchicbing  to  Uqila  wiieoo*  a 
short  portage  of  eighteen  mii<»  will  take  them  to  the  water*  of 
Lake  Huron  to  the  Steamer  (Kaloolah)  which  runs  to  the  Sault 
St.  Mune  and  intermediate  ports  fbruiing  the  moot  expeditious 
and  agreeable  route  to  the  Mineral  Kegione  of  L>ake8  Huron 
acd  Superior. 

Arrangementa  will  be  ntade  oo  the  completion  of  tbe  road  to 
the  Georgian  Bay  t>r  a  hne  of  first  class  Sietim^rs  to  exteod  dMir 
trips  to  the  ports  oo  Lake  Michigan. 

AL7RID  BBUNKL, 
8up«niit«o(leot. 

NEW  YORK  STATE  CANALS.— NOTICE  TO 
CONJ-R ACTORS.— In  purbuance  of  a  reso- 
lution of  the  Contracting  Board,  notice  is  hereby 
given,  that  sealed  proposals  will  be  received  by 
the  undersigned  for  the  construction  and  comple- 
tion of  the  work  upon  the  several  Canals  of  this 
State,  described  in  the  following  tabular  state- 
ment at  tbe  times  and  places  therein  mentioned : — 
CHAMPLAIN  CANAL. 
Sealed  proposals  will  be  received  at  the  Cana 
Commissioner's  OflScc,  in  the  city  of  Albany,  until 
the  20th  day  of  December,  1864,  at  9  odock  a.m., 
for  the  following  described  work,  to  wit : — 


Penalty 
in  bond. 


When  to  b« 
completed. 


|: 


Description  of  the  work. 
Three   combined    lockii, 

towing    path     bridge 

and  necessary  section 

work     to     bring     the 

same  into  use,  located 

at  Waterford S18,000. .  April  1st,  1866. 

ENLARGEMENT  OF  THE  ERIE  CANAL- 
MIDDLE  DIVISION. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  Syracuse,  until  the 
2l8t  day  of  December  next,  at  9  o'clock  in  the 
forenoon,  for  the   following  described  work,   to 

"it--     ■      !.      ,  ■  \    .      •  . 

Amount  of        '    fme 

Description  of  work.        penalty  of 

in  bond.         completion. 

Section  167 $1,200..  April  let,  1866. 

189 2,300..     "       "     1867. 

190 4,000..     "       " 

191 4,700..     "       " 

192 7,200..     "       "       " 

193 8,600..     "       "       " 

194...; 8,700..     **   .   "       " 

Culverts  on  sections  No.  \ 

189  to  197,  inclusive...  2,800..     "       "        •« 
Road    and  farm    bridge 
abutment*  on  sections  ' 
No.  189  to  193,  inclu- 
sive   3,100..     "       "       " 

Road   and    farm   bridge  I 
abutments  on  sections  '         '   '"       ' 
No  194  to  197,  inclu- 
sive   2,800..     "       "       " 

Putnam  Brook  waste^eir  f     '. 

en  section  No.  192 900..     "   '    "       " 

ENLARGEMENT  OF  THE  OSWEGO  CANAL. 
Sealed  proposals  wiil  be  received  at  tbe  En- 
gineer's Office  in  the  village  of  Fulton,  until  tbe 
22d  day  of  December  next  at  9  o'cock  in  the  fore- 
noon, for  the  following  described  work,  to  wit; — 
Section        5  (  Liv^rr.'l  >  ^^'999  •'^P"^  1".  1S57 

"     7&8 

18  f 

19  J  Phoenix 
20"^     Level. 
21  t 

Culverts  on  sections  6  &  6 
"      18,  19, 

and  21 2,600..    "     "      " 

Bridge  at  Phoenix 600.  .July  1st,  1866 

Leagthening  guard  lock  2 .      400 . .  April  16,    " 

Bridge  at  Otwego 1,000..     ",     "      " 


loiiowing  aescrioea  wi 


8,000. 

7,000.. 

7,000.. 

6,000.. 

2,600.. 
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ENLARGEMENT  OF  THE  CAYUGA  AND 
SENECA  CANAL. 

Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion,  until 
Wednesday,  the  27th  day  of  December  next  at  9 
o'clock  A.  u.,  for  tho  following  described  work,  to 

wit: — 

Section  232  with  penalty  in  bond  of $3,700 

6,400 

......  7,600 

4,500 

6,400 

4,600 

6,500 

8,300 

6,100 

4,300 

-3,800 

2,000 

8,00fl 

7,000 

6,000 

9,200 

8,100 

8,000 

7,600 

8,400 

6,200 

7,300 

S,600 

0,700 

3,000 

6,700 

6,800 

10,000 

7,«>00 

8.500 


l( 

233 

l< 

234 

<l 

235 

II 

236 

IC 

237 

•t 

238 

<l 

239 

II 

241 

II 

242 

II 

243 

II 

244 

II 

285 

II 

286 

II 

287 

l< 

290 

•1 

291 

II 

292 

II 

293 

II 

294 

<< 

295 

II 

296 

II 

297 

II 

298 

II 

310 

II 

311 

II 

312 

II 

3M 

II 

314 

II 

315 

M 
M 
U 


l» 


.M 


Calvert*  ou  Sections  232  to  244 2,300 

•«  "         286to298 8,000 

^  "         310to316 6,000 

Mud  Creek  Aqueduct 6,600 

Bridee  Abutments  on  Sections  232  to  244.   6,700 

"         286  to  298.   7,000 

"  "  "         311  to  315.   3,100 

Waste  Weir  on  Section  313 600 

Section  232  to  244,  both  inclusive,  with  the 
Culverts  and  Bridge  Abutments  on  said  Sections, 
to  bo  completed  by  April  1st,  1867.  The  re- 
naainder  of  said  work  to  b«  completed  by  the  1st 
d»y  of  April,  1866. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work  ;  and  no  proposition  not  thus 
defined  will  bo  received  or  acted  upon ;  and  no 
proposition  will  bo  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
10  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the 
same  work  or  materials,  or  any  part  of  the  same ; 
that  he  has  no  agreement  or  understanding  with 
any  other  person  to  become  interested  in  any 
other  proposal  or  contract  for  the  same  work  or 
materials,  or  any  part  thereof;  and  that  no  other 
person  than  such  as  shall  be  named  in  the  pro- 
posal is  interested  in  the  same,  or  has  any  agree- 
ment or  understanding  to  become  interested  in 
any  contract  that  may  be  made  in  pursuance  of 
such  proposal. 

Every  proposal' for  work  or  materials  embraced 
in  the  above  statements  shall  be  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the 
penalty  specified  opposite  each  kind  of  work  in 
said  statement,  an(f  which  bond  shall  be  sigued 
by  the  party  luaking  such  proposal  and  two  or 
more  responsible  sureties,  with  such  evidence  of 
their  responsibility  as  the  contracting  board  shall 
require,  and  which  sureties  shall  justify  in  sums 
equal  in  the  aggregate  to  twice  the  amount  of 
such  penalty. 

Each  proposal  must  be  aceompanied  by  tho  cer- 
tificate of  the   Supervisor  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  o 
them,  as  to  the  responsibility      ;said  sureties. 


The  parsons  to  whom  the  woi  k  may  be  award- 
ed will  b«  required  by  the  contracting  board  to 
give  the  bond  for  the  payment  of  laborers'  wages, 
as  required  by  chapter  278,  of  the  laws  of  1850. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent,  of  the  amount  of  any  work 
done  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  Canal  Commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  and  entirely  com- 
pk'tfd. 

In  case  the  contracting  board  .shall  \ie  of  opini>'n 
that  the  proposals  made  at  anj'  meeting  thereof, 
pursuant  to  any  advertisement,  are,  in  consequence 
of  any  combination  or  otherwise,  excessive  and 
disadvantageous  to  the  State,  they  may  decline  all 
the  said  propo.sals,  and  advertise  anew  for  the 
work  aud  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  ofBces  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  mate- 
rials, and  performing  all  the  work,  according  to 
th'  plans,  specifications  and  notices  exhibited  at 
the  letting. 

The  i>ersons  to  whom  the  work  may  be  awarded, 
will  bo  re<iuircd  to  enter  into  contract  for  the  per- 
formance of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  them,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  tho  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
time  specified  for  the  several  lettings.  » 

Dated  at  Albany,  November  29th,  1854. 

HENRY  FITZHDGII,  ) 

FREDERICK  FOLLET,      V  Canal  Comm'rs. 

CORNELIUS  GARDINIER, ) 

JAMES  M.  COOK,  ComptroUer. 

JOHN  T.  CLARK,  State  Eng.  and  Surveyor. 


New  York  and  I<:rie  R.  R. 

On  an<l  after  Monday,  Kov.  20lh,  and   until   I'urther  notie* 
—.MTk  1'ASBi.iNuii.A..  TRAINS 

jjl^^^will  I.U..  ri-r  fhot  of  Duane  street, 
SKSBL  8"  follows,  viz  :— 


Bdppalo  Express,  at  7  a.ni.  for  Buf&lo. 

Dunkirk  Kxprkss,  at  7  a.m.  fur  Dunkirk. 

Mail,  at  Sii  a.m.  for  Dunkirk  and  Bullalo,  and  interoiodiate 
gtution.s. — Pag8<>nger8  by  this  train  will  remain  over  nit(ht  at 
aay  Station  between  Bingharnton  and  Corniuir,  and  proceed  the 
wtit  morning. 

Rockland  rASSENOKR,at  2X  ii,m,  (n-om  foot  of  Chambers 
Stroc't)  via  Pienuont,  for  tiutlitnia  and  intermediate  station.^. 

Way  Rassbnobr,  at  4  p.m.,  for  Otisville,  and  intermediate 
•tations. 

Night  Expre-ss,  at  5  p.m.  for  Duiikiilc  and  Bufliilo. 

Emigrant,  at5  p  m.,  for  Dunkirk  and  Buffalo  and  intermedi- 
ate station.1. 

On  fjundays  only  one  Express  Train— at  .1  p.m. 

These  Express  Trains  connect  at  Elmira,  with  the  Ebnira  A. 
Niagara  Falls  Ruilroarl,  for  Niagara  Falls,  at  Buffalo  and  Dun- 
kirk with  the  Lake  Shore  Railroad  tor  Cleveland,  Cincinnati, 
Toledo,  Detroit,  Chicago,  etc. 

47  tf  D.  C.  McCALLUM,  General  Sup't. 


LiOcomotiTes  for  Sale. 

THE  Subscriber  offers  for  sale  the  following   I^ocomotives 
and  Tendttrs,  suited  for  a  0  feet  gauge. 
One  very  suporior  18  ion  Patsenger  En^inr.  Driving'Wljeels. 
6  >4  fest  diameter  with  8  wheel  tender. 
One  very  superior  16  ton  Freight  Engini'.  Driving  Wlieels. 
4  feet  diameter  with  8  wheel  Tender. 

The  at>ove  machines  are  from  one  of  the  l>«t  shops  in  the 
country^  built  and  linisbod  in  the  best  manner,  and  can  be  de- 
livered in  ten  days  from  receipt  of  order.    To  any  company  in 
want  of  such  machines,  these  are  recommended. 
For  Price,  term*,  Ac,  apply  to        TH08.  M.  CASH, 

Philadelphia  Railway  Agency. 
,  No.  80  South  Fourth  at. 

40  8t  -   .».<«4*v.j-«   -  PHItAMlPHIA. 


Aiotice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  R.  R. 

NEW  BRDNBWICK.  .    ,_ 

Contract  for  Sleepers  or  Cross  TVc5. 

WANTED  100,000  UacmeUe  or  Cedar  Sleep- 
ers to  be  delivered  in  equal  proportions  at 
the  Port  of  St.  John  and  the  Bend  of  the  Petit- 
codiac  River  on  or  before  Ist  of  August  next. 

The  Ties  to  bo  sound  and  straight,  nine  feet 
long,  ten  inches  by  six  inches,  with  a  hewn  surface 
top  and  bottom  of  not  less  than  eight  inches. 

Parties  desirous  of  tendering  for  the  above  or 
any  portion  of  them  are  requested  to  send  in  their 
prices  to  the  undersigned  at  his  office,  St.  John, 
on  or  before  the  25th  December,  1854. 

W.  E.  ROSE. 
St.  John,  Nov.,  1864.  47  4t. 


•     For  Sale. 

BT  the  Baltimore  and  Ohio  Railroad  Company,  34  crate  cara 
adapted  to  railroad  purpoxe,  which  will  b«  sold  at  a  rea- 
sonable price.     For  further  information,  apply  to 

SAMUEL  J.  HAYES, 
M.  ofK.,  Baltimore  and  Ohio  U.  R.  Co., 
«r,  BRIDGES  A  BBO., 
IB  tf  64  Courtland  st,  New  York. 


Philad'clplila,  Wilmington  & 
Baltimore  Railroad* 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST.     ' 


mmm 


TraiIl^^  will  leave  the  Southern  and  Western  Station,  comer  of 

Broad  and  Prime  street'',  Philadelphia,  at  8  30  am.  12  46,  3  and 

11  pm. 

FARE  BT  THROUGH  TICKITS  TO  THE  lOITTH. 

From  New  York  to  Wilmington $15  60 

do        do  Norfolk 8  60 

From  PhiJadelpliia  to  Wilmington 14  00 

do        do  Norfolk 6  60 

do       do  Petersburg 9  00 

do        do  Richmond 8  00 

FARK  BT  THROUGH  TICKETS  TO  THE  WB8T. 

From  New  York  to  Cincinnati $13  60 

do        do  Loul.svillc 14  60 

From  Philadelphia  to  Cincinnati  .......... ...  11  00 

do        do  Louisville.... 12  00 

From  New  York  to  Indianapolis.... M  W 

An  extra  charge  will  be  made  for  meals  and  state  rooms  mi 
board  the  boats.  S.  L.  SPAFFORD, 

27tf  General  Sup't. 


Fag:grotted  Car  and  £ng^ine 
Axles 

FORGED  BY  RANSTEAD,  DEARBORN  Sl  CO.,  BOSTON, 
Maas. 
These  Axles  are  drawn  from  the  faggot  entireiy  by  the  ham- 
mer,  and  are  all  warranted. 

Welded  Wrought  Iron  Tubes. 

THE  subscribers  having  lately  added  to  tlieir  Cumberland 
Nail  and  Iron  Works  an  establishment  for  making  Wrought 
Iron  Tuf»es,  are  now  prepared  to  supply  the  trade  with  tubes 
two  to  twelve  feet  in  length,  (Umisbed  with  screws  and  ferrulas 
on  their  ends,  of  the  following  sires — inside  diameler 

}i,    H,     h,     X,     X,    1,    in,    IH  and  2  inches. 
Warranted  and  fully  proved,  equal  to  the  best  Pipes  manu- 
factured. 

All  orders  addressed  to  us  will  receive  prompt  attention,  and 
liberal  discounts  from  the  list  of  prices  will  be  allowed  to  th« 
trade. 

REETES,  BUCK  &  Co., 
No.  45  North  Water  Street,  Philadelphia. 
July  13,  1864.  28.6m. 


RAILROAD   CAR    GR1CAS£« 
Jam«8  Bayes  &  Co., 

*l>i^>r      6  MINOR  STREET, 

.:  PHILADELPHIA. 

MANUFACTCBIB3      OF  ;- 

SOFT  WHITE  GREASE,         V 

For  Coal  and  Freight  Cars,  Heavy  Ma- 
chinery, etc..  etc., 

STIFF  WHITE  GREASE, 

For  '^ater-'Wbeel  Gndg^eona,  Heavy  Bear- 

insBt  Rollers  on  luclinefl  Planes  | 

OMNIBUSES,  WAOONH,  AND  OTHER  CARRIAGES, 
In  Vans,  Kegs,  and  Barrels. 

SUPERIOR  YELLOW  GREASE, 

F'or  Passenger  Cars,  etc.,  etc. 

THE  above  different  kinds  of  Grease,  having  been  in  use  for 
some  time  past  on  several  Railroads  in  the  United  States, 
can  t>e  confldently  recouunendcd  for  their  general  usefulness 
and  economy.  49  tf 

SAMPLBS  yORWARDBD  ppoh  APPHOATIQN. 
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For  Sale,  v:^   - 

A  STATIONARY  Eugine  having  cyliuders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  finished  in  the  best  manner.  Has 
been  in  use  about  sis  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
jul.l4  29  if]  or  74  Broadway,  New  York. 

Tbe  Lowell  Machine  Shop 

CONTINUBS  to   manufiicture  to  order,  FREIGHT   and 
PASSENGER    LOCOMOTIVES   of  different  classes, 
with  the  moitt  modem  improvemetits, — 

also  MACHINISTS'  TOOLS, 
especially  adapted  to  Railroad  Repair  Shops,  and  to  the  con- 
structkxi  of  machioory  generally.  These  Tools  are  of  the  niuRt 
approved  coostruction  and  consist  in  part  of  Engine  Lathen, 
Hand  Lathes,  Vertical  Drilling  Lathes,  and  Planers  of  various 
(izes  and  lengths.  Compound  Planers,  Shaping  Machined,  Slot- 
ting Machines,  Bolt  and  Nut  Machines,  Gear  Cutting  Engine*, 
Chucks,  Compound  Slide  Rests,  Machines  for  bormg  Crunk 
Pin  Holes  in  L<K^omotive  driving  wheels.  Trip  haoimers,  &f.,  ice. 
COTTON  MACHINERY  of  all  descriplioiis,  BOlLERi", 
SHAFTING  and  MILL  WORK,  CASTINGS,  and  all  work 
luuaily  done  in  Macliiue  Shops  and  Foundries. 

WILLIAM  A.  BURKE,  Sup"!,  Lowell,  Mass. 

}.  T.  STEVENSON,  Treasurer,  5  Tretnont  st  Btwton. 

~  Boiler  and  Tank  Rivets, 
Nats  and  Washers; 

All  Sizes  of 

Bolts  and  Bolt  £nds 

for  Sale  by 
BRIDGES  &  BROTHER, 
|64  0oartlai)d8t.,N  T 

NEW  york^anderierailroaiTloan. 
— The  Committee  appointed  to  report  in  re- 
gard to  the  financial  affairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  opened  on  the  10th  of  January  next,  f«r 
the  purchase  of  $4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  Ist  February  and  Ist  August. 

And  that  for  (he  purpose  ol  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  as  can  be  pur- 
chased at  the  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  sanceled  by  writing  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  the  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  SliO,000,000.  After  which 
the  said  monthly  paymemts  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  further  recommend 
that  the  Board  of  Directors  adopt  the  following  re- 
solutions : 

Whereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
trafi^  on  the  road,  and  the  state  of  the  fiaaoces 


of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it„80  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  1st  February  next,  be  cljaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-anuual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  pai>ers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.)  ^ 

CHARLES  MORAN.     ^  i    - 

"';.   SHEPHERD  KNAPP.    I       Special 
:     WILLIAM  E.  DODGE.   \     Finance 
-  NELSON  ROBINSON,    I    Committee. 

GEORGE  F.TALMaN.  J 
New  York,  Oct.,  21, 1864.  i~r     - 

Sealed  proposals  will  be  received  at  the  oflBce 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1855,  for  the  purchase  of  S4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  1st  day  of 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly,  commencing  on  the  Ist  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by.  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
iJOMPANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trustcess  shall  invest  the  said 
monthly  payn»ents  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low- 
est rates.  And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be  'cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  kut  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  as  they  become 
due,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  S20,- 
000,000.  After  which  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  closed,  and  all  cancelled  bonds  and  the  unpaid 
interest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  snccessful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  ;  20  per  cent,  on  the  20th  of 
January  ;  30  per  cent.  Ist  February  ;  20  per  c«Mit 
15th  February,  and  the  balance  on  the  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  R.\ILROAD  COMPANY  will  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  offering  the  present 
loan  to  the  public  beg  leave  to  state  that  it  will 
be  amply  sufficient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  and  the  en- 
tire present  fioating  debt  of  the  QQvaym^,  m  well 


as  tu  complete  all  the  unlini;>lied  wurk  nuw  under 
way. 

By  a  resolution  of  the  Buanl  of  Dirtctors,  al 
future  outlays  oi' every  kind  btyond  the  proceeds 
of  the  present  loan,  will  \w  charged  to  expense 
account,  and  paid  from  the  income  of  the  Com- 
pany, after  payment  of  the  interest  on  the  funded 
debt,  and  the  monthly  payment  to  the  Sinking 
Fund. 

After  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bonds,  the  i>o.sition 
of  the  Company  will  be — 

Stock S10,024,000 

Bonds  of  1807,  First  Mortgage 3,000,0(0 

Bonds  of  185y,  Second  Marlgage 4,000,000 

Bonds  of  1883,  Third  Mortgage G,OOo|0O<J 

Bonds  of  18G2,  Oouverlible 3,500,0(.t0 

Bonds  of  187 1 ,  Conyej-tibk' .  J 4 ,351  'oOO 

Bond.s  of  1876,  present  loan 4,000 ,1.K)0 

Total S'^4,875,000 

In  the  opinion  ot  the  Directors  it  is  jierfectly 

safe  to  estimate  the  gro.ss  earnings  of  the  Road, 

for  the  coming  year,  at  $0,000,000,  from  wkicb 

must  be  deducted : 

Expenses  55  per  cent $3,300,000 

Seven  per  cent,  on  debt  $24,- 

851,000 1,739,670 

Sinking  Fund 420,l>00 

$6,459,67 

Net  revenue  equal  to  over  6  per  cent.  \ 
on  stock  applicable  to  cash  dividends 

and  contingencies 640,430 

The  Directors  of  the  Company  are  confident  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  operation  to 
Dunkirk,  have  been  for  pas'gers  and  freight  aiouc— 
1851  to  1852$3,047,748  increase. 

1862  to  1863  4,138,424  $1,090,076,  say  35|  perct. 

1863  to  1864  6,122,000       934,242,  say  23|  perct. 
The  business  of  the  road  dept^nding  mainly  on 

the  local  traflic,  must  inevitably  increase  in  the 
same  ratio  lis  the  population  of  the  Counties 
through  which  it  passes.  In  the  opinion  of  the 
Supenntendent,  Mr.  McCollum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increa.se  in  the 
receipts  be  estimated  at  only  15  per  cent,  per  an- 
num, which  is  not  much  over  one-half  of  the  av- 
erage increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  bo  tested  in  1868. 

As  to  tlie  running  expenses,  as  they  were  only 
53 i  per  cent,  in  1853  and  1854,  there  is  every  prt- 
bability  that  with  rigid  economy  and  an  increai* 
in  the  traflSc,  they  can  be  reduced  to  60  per  ceni ., 
but  they  have  been  estimated  at  65  per  cent.,g« 
as  to  leave  ample  margin  for  contingencies. 

The  effect  of  the  monthly  purchases  by   the 
Trustees,  of  the  Bond.s  of  the  present  issue  ou 
their  market  value,  cannot  fail  i.»  Im;  immediate 
and  will  iusuie  to  the  original   purcha:>ers  a  cer- 
tain profit  within  a  moderate  lime ;  for  whilst  the 
amount  outsUyiding  wiil  decrease  each  month,  the 
absorption  by  the  Sinking  Fund  will  constantly  in- 
crease by  the  accruing  interest  on  the  Bonds  in 
the  hands  of  the  Trustess.     In  84  years  the  Sink- 
ing Fund   will  absorb   $4,708,053,  estimating  all 
the  purchases  of  bonds  by  the  Sinking  Fund  to  be 
made  at  par.     That  the  Company  will  be  in  a  con- 
dition  to  make  promptly  the  monthly  payments 
to  the  Sinking  Fundj  no  one   at  all   acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.     All  the  past  difficultit .««  of  the  Company 
have  ari.sen  from  the  necessity  of  contracting  for 
ixpenditiirts,  licfi>re  .securing  the  requisite  luods 
to  meet  them.     This  is  now  entirely  at  an  end 
whilst  the  daily  increa.sing  revenue  of  the  Com- 
pany must  inevitably  increase  the  market  value  o 
its  Bonds,   as  well  as  of  its  Stock,    the   latter  o 
which  will  no  doubt  ere  longuke  rank  among  on 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "Proposals  f«»r 
New  York  and  Erie  Railroad  Loan,"   and  addres- 
sed to  DANIEL  DREW,  Treasurer,  Erie-pl^ce 
HOMER  RAMSDF.LL,  President. 

Nathaniel  Marsh,  Secretary  ^ 

New  York,  Oct.  23,  1854.  '"' 
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SEPTIMUS  NORRIS, 

CIVIL,  MECHANICAL  tc  CONSULTING  ENGINEER 
/*\F£li.Rd  hU  services  to  Railroad  Companies  and  Engineerii, 
\J  to  provide  them  with  Flans  and  Proportions  of  Locomo- 
tives for  buniing  coal  or  wood  ;  calLmg  the  attention  of  Engi- 
neers and  Railroad  Maqagers  to  bis  New  Patent  Boiler  far 
burning  Anthracite  Coal ;  also  Plans  for  Depot  Buildings, 
Railruad  Tuob,  and  all  Idnds  of  Machinery  appertaining  to 
Rtfilroads ;  he  will  also  superintend  pcrsonully  the  construction 
and  buildiug  of  any  Loconiotjvee  they  may  order,  in  this  or  any 
ottier  city,  so  as  to  in-^ure  the  Com(>anic8  receiving  good  tna- 
ciiiiies  and  faithful  workniantihlp. 

Having  been  engaged  for  many  years  professionally  as  Engi- 
neet  up'JU  inaijy  of  our  most  important  Ronds,  ia  their  Locft- 
tkn.  Building  and  Equipment,  and  for  the  lost  20  years  practi- 
•ally  ui'gaged  iu  the  Manufacture  of  Locomotives,  feels  satia- 
ted, he  can  save  the  Companies  leho  may  think  proper  to  e»i- 
f  (Y<  Am  services,  many  dollars^  and  loss  by  receiving  imperfect 
■  machines,  which  have  been  built  and  put  together  hastily. 
Address  te  No.  28  Summer  st,  Philadelphia. 


NUGKNT'S  COLI.EG£ 

.    •  OP 

ENGINEERS  AND  MECHANICS,  '  ' ;  S 
Public  Square,  Cleveland,  Ohio.  ] 

E.  NcGENT,  C.  E.,  Principal. 

THE  design  of  this  Institution  is  to  afford  young  men  an  op- 
portunity of  acquiring  a  knowledge  of  the  prottesioo  of 
Civil  Kngineenng,  and  to  Mechanics  and  Tradesmen  a  sound 
tbeor«tical  and  practical  knowledge  of  Mathematics,  Architec- 
tural and  Hechanical  Drafting,  Plain  and  Ornamental  Penman- 
•hip,  &c. 
For  urttier  particulars  address  the  Prind  aL 


PHILADELPHIA  RAILWAY  AGENCY 

AND 

General  Furnishiner  Depot 

OF  ALL  ARTICLES  REQUIRKD  BY 

RAIL.UOAD    COMPANllilS, 

No.  80  South  Fourth  street, 

PH[L.AUj!;L.PHiA.  i 

Bogineers'  Lanterns, 
Locomotive  Head  Lights, 
Car  and  Switch  Locks, 
Jack  Screws,  Vises, 
PalcBt  Oil  Cans, 
Steam  Oauges, 
Sieam  Whiutles, 
Spring  Balances, 


Railroad  Chairs, 
Railroad  spikes. 
Car  Wheels, 
Car  Axles, 

Boiler  and  Tank  Rivets, 
Bolts,  Nuts,  Washers, 
Car  Lanterns  and  Lamps, 
Conductors'  Laiicems, 


Car  Findlogd  Slc.,  &c  , 

ALL  orders  promptly  Blled  at  manufacturers'  prices  and  for- 
warded with  despatch.     Particular  attention  paid  to  con- 
tracting for  Locomo'ives,  Cars,  Railroad  Iron,  4r. 

The  subscriber  being  Agent  for  several  manufkcturers  of 
Machlnikts'  Tools  is  enabled  to  fUniish  RaiUxtad  Companies  with 
Lathex,  Planing  Machines,  Drills,  dec     of  the  best  quality  at 
manufacturers'  prices. — Orders  solicited 
60  ly  TH08.  M.  CASH. 

LOCOMOTIVE  FOR  SALE. 

ANEW  Engine  built  in  the  best  manner  and  of  the  best 
materials  is  offered  for  i<ale  at  our  Works  at  Paterson, 
New  Jersey.    The  following  is  a  brief  description  . 
Cylinders — 13  iuches,  with  22  inch  stroke. 
Drivers — four  in  number,  6  feet  in  diameter. 
Gauge— 4  feet  83<  inchee. 
J       Boiler — of  best  Penna.  Iron  with   120— IX  iwh  Tubes, 
10  \  feet  long. 
Tire  box— 30x40x48  inches. 
Tank— to  contain  1500  Gala. 
This  Engine  was  built  fur  a  road  which  is  unablo  to  pay  for  it 
and  wUl  be  said  low. — Apply  personally  or  by  letter  to 
JAMES  JACKSON,  President, 
NbW  JlRSir  LOCOMOTIVK  MiCHIBB  Co , 

60  4t  Paterson,  N.  J. 

SEYMOUR,  MORTOJN  &  CO., 

GENERAL  RAILROAD  AGENCY, 
Offiet,  Metropolitan  Bank  Building,  No.  110  Broadvay. 

HAVE  to  dispose  of  at  private  sale,  in  amounts  to  suit  per- 
son- desiring  to  invest,  the  following  v?jiiable  Securities : 
LOUISVILLE  CITY  BONDS,  at  30  years. 
OHIO  AN  U  MISSISSIPPI  R.  K.  STOCK,  drawing  intereat 
MAYS  VILLE  AND  LEXINGTON  MOUTGAGB  BONDS, 

MAYSVILLE  AND  LEXINGTON  R.  R.  STOCK. 
-,      SCIOTO  AND  HOCKING  VALLEY  R.  R.  STOCK. 
,       SCIOTO   AND   HOCKING    VALLEY    R.   R.   FIRST 
.    MORTGAGE  CONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.  R.  STOCK 
BUFFALO  AND  STATE  LINE  R.  R.  BONDS. 
They  are  prepar»d  to  negotiate  contracts  for  the  soostruction 
and  equipment  of  railroads  in  any  part  of  the  country,  Including 
ftimishinir  corps  of  engineers  and  contractors,  locomotive  en- 
gln«s  and  cars,  railroad  bridges,  McOallum's  JPateot,  railroad 
Iron,  cliair*.    pikes,  switch  irons,  ic,  ic. 

Hammeirs   Patent  Reclining 
Car  Seat 

^^^^■•"  '.'*  ■'  for  Night  or  Day  Tyaretling. 
'TTBTE  subacfilier,  having  been  appointed  sole  agent  for  the  sal« 
A.  of  this  Seat  begs  to  call  the  attention  of  lUilroad  OfBcers 
t  o  ths  valuable  improvement  for  comfort  in  Railroad  Travelling. 
They  can  now  be  furnished  at  about  the  same  cost  as  the  or- 
dinary car  seat,  and  with  the  manufacturer's  present  arrange- 
m«ol,  th«y  occupy  but  little  more  space  in  the  car. 

THOS.  M.  CASH, 
49  ems  Vo.  80  South  Vourtb  ft,  gniiusstrmUi. 


ENGINEERS. 


Atkinson.  T.  C, 

Miaine  and  Civil  Engineer, 
Alexandria,  Va. 


Barnes,  Oliver  W., 

Chief  Eng.  Pltuburg  and  Connellsville  R.R.  Co.,  Pittsburg,  Pa. 


Edward  Boyle,    ^u,  su. 

Chief  Engineer,  2d,  3d,  and  Sth  Avenue  Railroads  new  York 
Oilxc  123  Chambers  tt 

Clement,  Wm.  H., 

Little  Miami  RailrtMul,  Cincinnati,  Obio. 


Cozzens,  W,  H,, 

l£ngineer  and  Surveyor,  St.  Louia,  Mo. 


Alfred  W.  Craven, 

Chief  Engineer  Croton  Aqueduct,  New  York. 

Cliarles  W.  Copeland, 

steam  Marine  and  Railway  Engineer, 
64  Broadway,  New  Yoric 

Davidson,  M.  O., 

Civil  and  Mining  Engineer,  Cumberland,  M4. 


C.  Floyd- Jones., 

DivisiOD  Sngioeer  3d  and  12th  Divisiona. 

Illikoib  Cbntral  Railroad. 
Vandalia,  IU. 

Gay,  Edward  F., 

Oivil  ^Engineer,  Philadelphia,  Pa. 


Gilbert,  Wm.  B.,         ' 

SyiacuM  aud  Binghamtun  Railroad,  Syracuse,  N.Y. 


Gzowski,  Mr., 

S'.  Lawrence  &.  Atlantic  Railroad,  Muntreal,  Canada. 

Grant,  James  H., 

New  Orleans  and  Nashville  R.R.,  Aberdeen,  Misa. 

Holeemb,  F.  P. 

CUe  >Dg.  Augusta  and  Waynesboro,  and  Savannah  ao  ^  P  osa- 
cola  Eailroada,  Marthaavilie,  Macoo  Oa,  Ga. 


S.  W.  Hill, 

Mining  Engin'^erand  Surveyor,  Eagle  River, 
Lake  Superior. 


Hnger,  T.  P., 

Northeastern  Railroad,  Charleston,  S.  C. 

D.  Mitebell,  Jr., 

Chief  Engineer  Pittsburgh  and  Steubenville,  and  Chartiers  YaDey 
Railroads,  Pittsburg,  Pa. 


Samuel  Me  Blroy, 

Assistant  Engineer,  New  York  Navy  Yard. 


Mills,  Jolrn  B.,  Civil  Engineer, 

Saeketa  Harbor  sr-l  at^,^.,.,  r   r.^  24  WUUam  St.,  N.  Y. 


iViiiier,  J.  F., 

Bulialo  and  Conhocton  Valley  Railrdad,  Avon,  N.  Y. 


Morris,  Ellwood, 

Engineer  and  Agent  DAUPHIN  &  SUSQUEHANNA  CO., 
Cold  Spring,  Lebanon  Ca,  Pennsylvania. 

Septimus  Norris. 

(;ivU  and  Mechanical  Engineer,  Phuadelphia. 

"^  ~SamI.  &  gTh.  Nott, 

Civi  1  Engineers,  No.  6  Nilaa'  Building,  Change  Aveoue,  Bofton. 

-    C^sborne,  Richarcf  B., 

Civil  Engineer,  Office  73  South  4th  st,  Philadelphia. 

Prichard,  M.  B.^ 

East  Tenn.  and  Georgia  Raitax)ad,  Knoxville,  Tenn. 


W.  Milnor  Roberts, 

Chief  Engineer  Alleghany  Valley  Railroad,  Pittsburgh,  Pa. 


Sbanly,  Walter, 

Chief  Engineer  By  town  and  Prescott  Railway, 
Preacoti,  Canada, 


Roberts,  Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pituburgh,  Pa. 


Sanford,  C.  O., 

.  South  8id«  Railroad,  Virginia. 


Sehlatter,  Cbarles  L., 

Oivil  Engineer,  Ogdeosburgh,  N.  Y. 


Strang^han,  J.  R., 

Ohio  and  Indiana  Railroad,  Bucyrus,  Ohio. 


Steele,  J.  Dutton, 

PrttlBtowM.  Pa. 


Cbarles  B.  Stuart, 

Civil  Eogioecr,  New  York. 

Edward  W.  Serrell,  i  v 

Civil  Engineer,  157  Broadway,  New  York. 

P.  J.  Tournadre, 

Chief  Engineer  Vicksburg,  Shrevcport  and  Texas  B.H  , 
Vioksburg,  Mtes. 


Trautwine,  John  C, 

Civil  Engineer  and  Architect,  Philadelphia. 


Troost,  Lewis,       *?^' 

Ahli&ma  and  Tennessee  Railroad,  Selma,  An. 

A.  B.  W^arford, 

Chief  £ugineer,Susqueh«iuia  llailrnad,  Harrisbv      Pa. 


Wbirple,  S., 

Civil  Engineer  and  Bridge  Builder,  Albany,  N.  Y 


Wm.  J.  Youn^ 

HAS  removed  his  Engineering  and  Suneyin^  Instrument  Man 
uftictory  to  No.  83.  North  Seventh  Street,  Philadelphia. 


BUSINESS    CARDS. 


Railroad  Instruments* 

THEODOLITES,  TRANSIT  COMPASSES  AND  LEVEL  ? 
on  a  new  principle,  mth  Fraunhoters  Munich  Glasses,  Su  r  - 
veyors'  Compasses,  Barometers,  Chaii:3,  Drawing  Instrument? 
etc.,  all  of  the  best  quality  and  workmaiifhip,  for  sale  at  unu  ■■ 
ually  low  prices  by  B.  it,  G.  W.  BLUNT, 

New  York,  Dec  1, 1851.  No.  17tf  Water  street 


James^  Herron,  CivtL  Engineer. 

OF  THE  UNITED  STATES  NAVY  YAE1>,     , 
PENSACOLA,  FLORIDA.,       . 

PATENTEE   OP  THE 

HERRON    RAILWAY    T  R  A  C  k 

Models  of  this  Track,  on  the  most  improved  plan  may  l>r 
seen  at  the  Engineer's  office  of  the  New  York  &  Brie  Railroa  J . 

W.  G.  ATKQ'TSON: 

MINING  ENGINEER,  SURVEYOR  ANi)  DRAPTSMAN 

CUMBERLAND,  MARYLAND, 

Will  attend  to  business  in  his  Profession  In  tba  Coal  Region  a.i-l 
vicinity. 

REFERENCES :,.  j.'i  i 
Jerry  Cowles,  Esq.,  Neu>  York. 
CoL  Wtn.  Younf,  do. 

Jas.   W.  McCuUoh,  Esq.,  late  U.  S.  Trtas.,  Washingtmi 
June  25, 18&3. 

To  Engineers,  Arcbiteets  and 
Draughtsmen. 

THE  undersigned  begs  respectfully  to  inform  Gentlemen  m 
the  above  professions,  that  be  has  constantly  on  hand  a 
great  variety  of  instruments  fbr  Field  and  Office  use. 

JAS.  PRENTICE, 
Feb.  0, 1863.  1  Chamber  street,  New  York. 

Gas  Fixtures. 

FIXTURES  for  Burning  Gas  for  Lighting  Public  Buildings 
Private  Dwellings,  Scures  and  Fac-torieii.  manufacturedj 
the  subscriber  In  great  variety.    Orders  by  Mail,  or  left  at  tba 
Factory  on  Causeway  street,  will  be  promptly  attended  to. 

HENRY  N.  HOOPER  *.  CO. 
Boston,  March  28, 1850. aml8 

H.  SAWYER 

(of  the  late  firm  of  SAWYER  dc  HOBBY), 
Manufacturer  of  Transits  and  Levels, 

HAS  removed  to  Union  Place  near  Warburton  At.,  Y'uuberi. 
N.  Y. 

J.  S.  Sewall, 

OITIL  SNGINEEliS, 

ST.  PAUL   MUJE80TA. 


Edg^e  Tools. 


TBLB  Underbill  Edge  Tool  Company  manuftctnre  ft-om  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Toolsfoi 
the  New  England,  Southern  and  Wciiteni  trade,  including  Axes, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  constantly  kept  on 
band  at  their  Warehouse,  53  Kiiby  street,  Bostoa 
Sacambar  18,  Uta.  WU.  &  SAAtPSON,  Agaat 
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Lombard  Street,  LoauoN,  is  the  authorised  European  Agent 
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Sew  York,  Saturday,  December  83,  1854. 


8«nday  Trains  on  Ratlroada. 

A  divine  injunction  in  reference  to  human  con- 
du«t  is  but  the  expression .  of  a  law,  or  necessity 
of  our  nature.  Experience  proves  that  men  will 
accomplish  more  in  seven  days,  with  one  given  to 
rest,  than  with  the  whole  seven  devoted  to  labor. 
At  least  one  day  in  seven  is  required  to  repair  the 
waste  of  six  days  of  toil,  and  to  allow  the  mind 
and  body  to  recover  a  healthy  and  normal  tone. 
The  dedication  of  such  portion  of  the  time  to  rest, 
and  to  religious  uses,  is  sanctioned  by  experi- 
ence and  by  sound  sense,  as  well  as  by  Revela- 

In  this  country,  in  most  of  tbe  States,  owing  to 
the  good  sense  and  the  religious  sentiment  of  our 
people,  Sunday  is  a  day  of  rest  to  our  railroads 
as  well  as  to  labor.  In  none  of  the  New  England 
States  are  Sunday  trains  run.  Several  reach 
BoitoD  early  Sunday  morning  from  New  York, 
but  none  leave  it,  or  any  other  New  England  city, 
on  that  day.  Throughout  all  these  States  there 
is  one  day  in  seven,  when  even  the  locomotive  re- 
poses quietly  in  its  stall,  and  the  senseless  machine 
P»ya  its  homage  to  a  law  ordained  for  the  good 
of  QUQ  alooe.  As  we  leave  New  Ecgland  we  find 
a  gi*at«r  laxity.    Ujpoo  most  o(  tbe  l^tn^m^  roads 


in  New  York,  one  or  more  Sunday  trains  are  run, 
particularly  upon  the  Harlem,  Hudson  River  and 
Central.  In  the  Western  States,  the  New  England 
custom  generally  prevails.  We  are  not  able  to 
3ay  how  it  is  in  the  South ;  but  we  presume  that 
only  upon  a  few  of  them  are  Sunday  trains  run. 

The  apology  everywhere  offered  is  the  mail 
service  which  our  companies  contract  to  perform. 
Shielded  behind  this  excuse,  they  usually  attach 
a  train  of  passenger  cars  to  the  locomotive  ;  and 
thus  a  portion  of  the  great  stream  of  travel  is 
kept  constantly  in  motion. 

There  is  no  doubt  in  our  own  minds  that  all 
Sunday  trains  are  inexpedient  and  unprofitable. 
Except  in  a^very  few  instances,  they  do  not  add  a 
penny  to  the  aggregate  of  receipts ;  while  they  do 
exert  a  direct  and  positive  tendency  to  deteriorate 
the  standard  of  service  on  every  railroad,  where 
they  are  allowed ;  from  which  a  loss  results,  ten 
fold  greater  than  all  that  is  gained.  In  a  country 
where  the  Sabbath  is  as  universally  observed,  as 
in  the  United  States,  it  cannot  be  desecrated  with- 
out the  loss  of  self-respect,  and  consequent  demo- 
ralization of  those  who  violate  it.  No  man  will 
persist,  either  from  inclination  or  apparent  neces, 
sity,  in  doing  what,  from  conviction  or  tradition, 
he  feels  to  be  wrong,  without  reducing  his  moral 
nature  to  a  level  with  his  practice.  It  cannot  be 
otherwise.  There  must  be  a  harmony  between  the 
individual  and  his  external  relations.  Put  tbe 
best  man  to  an  immoral  trade,  and  his  mind  soon 
reflects  the  character  of  his  business.  Let  any 
man  go  on  Simday  to  the  depot  of  a  road  that 
makes  a  practice  of  running  Sunday  trains,,  and 
he  will  find  plenty  of  illustrations  of  our  remark. 
He  will  find  the  employees  of  such  road  coarse, 
vulgar  and  profane.  The  quiet  decorous  order  of 
the  week  day  would  be  felt  to  be  out  of  place  on 
Sunday.  Should  an  attempt  be  made  to  preserve 
that  decdrum  due  to  the  day,  it  would  only  make 
the  matter  worse ;  as  it  would  render  the  profana- 
tion still  more  keenly  seen  and  felt.  To  escape 
the  sense  of  shame  and  sense  of  wrong  experienc- 
ed at  the  violation  of  the  Sabbath,  the  day  itself 
is  degraded,  and  its  sacredness  denied,  for  the 
purpose  of  absolving  those  who  desecrate  it. 

Such  is  the  result  that  follows  every  violation  of 
a  known  and  acknowledged  duty  as  is  the  keep- 
iae  of  tb»  Sabbath  day.    Ibe  nuuMBt »  mitOMl 


company  commences  its  violation,  they  put  their 
employees  to  a  school  of  vice.  The  very  fact 
that  labor  oa  the  Sabbath  is  considered  disreput- 
able, must  degrade  the  person  performing  such 
labor  in  his  own  estimation.  His  self-respect  be- 
ing lost,  his  moral  stamina  is  destroyed.  A  trader, 
or  manufjkcturer  who  should  keep  au  ogeu  st»re,  or 
factory  in  full  operation  on  Sunday,  would  lose 
credit  and  standing  in  the  community.  He 
would  be  regarded  as  wanting  in  moral  sense,  and 
in  principle,  and  not  to  be  trusted.  Experience 
verifies  the  correctness  of  such  judgment.  The 
violators  of  the  Sabbath  either  lack  principle  in 
the  outset,  or  lose  it  iu  the  process.  Now  the 
character  of  the  employment  does  not  change  the 
result,  and  Sunday  labor  on  a  railroad  exerts  just 
as  bad  an  influence,  as  where  one  works  in  his 
own  business. 

The  observance  of  the  Sabbath  is  a  homage 
paid  to  our  religious  nature,  and  to  the  Divine 
command.  It  is  a  formal  recognition  of  our  duties 
to  God  and  man ;  of  the  Divine  attributes,  and  of 
our  obligation  to  reverence  and  imitate  them.  A 
formal  recognition,  even,  if  it  goes  no  further 
than  cessation  from  toil,  and  the  changing  of  sor- 
did for  cleanly  apparel,  is  worth  something.  It 
brings  man  one  step  nearer  to  his  ideal,  both  of 
pleasure  and  duty.  It  raises  man  above  the  ma- 
chine. It  secures  self-respect.  It  recognizes  his 
moral  nature,  and  as  before  stated,  by  allowing 
him  to  recover  his  wasted  energies,  enables  him 
to  accomplish  more  for  the  rest  he  has  enjoyed.  .' 

We  think  that  a  little  reasoning  upon  this  sub- 
ject will  convince  every  person  that  nothing  is 
gained  by  Sunday  labor,  either  on,  or  ofl'  a  rail- 
road. Certainly  experience  teaches  the  same  re- 
sult. Look  at  the  roads  that  run  frequent 
trains  on  the  Lord's  day,  and  see  what  a  lax, 
slovenly  and  irresponsible  system  o^  management 
prevails.  Take  the  Harlem  road  for  instance.  If, 
instead  of  keeping  at  work  as  usual,  on  Sunday, 
all  the  employees  of  the  road  were  allowed  to 
clean  themselves  of  tbe  accumulated  dost  of  tbe 
week,  to  attend  upon  religious  observances  a  por- 
tion of  the  day,  and  spend  the  balance  of  it  in  so- 
cial and  domestic  intercourse,  would  not  such  em- 
ployees soon  grow  to  be  a  much  better  s*t  of  men, 
more  respectable,  and  more  respected ;  sober,  acd 
attentlTe  jtiO  ibeii  duties  1  Would  uoi  Um  comp** 
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uy  save  more  in  the  cbaractor  of  their  employees 
than  is  gained  by  working  on  Sunday  1  Would 
they  not  soon  acquire  the  confidence  of  the  pnblic> 
which  is  now  almost  entirely  forfeited  1  Would 
not  there  be  fewer  Accidents  on  the  road,  and  less 
plundering  among  the  managers  1  We  think  there 
is  but  one  answer  to  these  questions.  We  know 
there  is  noL  A  railroad  company  can  no  more 
survive  the  self-respect  of  its  employees,  than  can 
such  employees.     Both  will  fall  together. 

Railroad  companies  should  not  only  not  forget 
that  their  interest  requires  the  proper  observance 
of  the  Sabbath,  but  that  they  owe  a  duty  to  so- 
ciety to  set  a  proper  example.  Those  entrusted 
with  the  management  of  roads  are  usually  among 
those  who  give  tone  to  public  opinion.  They  are 
responsible  for  the  direction  which  this  tone  takes. 
Here  is  an  imperative  duty  superadded  to  inter- 
est. Take  for  instance  the  directors  of  the  Hud- 
son River  Road.  Individually  Uiere  is  probably 
not  a  member  of  the  Board  that  would  allow  a 


PATENT     FOR     RAILROAD     CARS. — MOTION    FOR    PRE- 
LIMINARY  INJUNCTION. 

U.  S.  Circuit  Court, — Ross  Winans  vs.  Orsamus 

Eaton  a'lid  othert, 

S^pl.  Slh,  1854. 

Nelson  Circuit  Judge  -This  case  should  have 
been  decided  at  an  earlier  day,  but  such  has  been 
the  pressure  of  business  in  Court  since  the  argu- 
ment, I  have  been  unable  to  devote  that  time  to 
its  consideration,  which  its  difficnltics  and  magni- 
tude required.  The  {)apers  are  very  volomioous, 
some  of  ^e  qtl««tioQS  involved  depending 
upon  complicated  and  contradicting  evidence. 

As  this  is  a  motion  for  a  preliminary  injunction, 
I  shall  not  deem  it  necessary  to  go  into  the  case 
at  large,  nor  as  fully,  as  if  it  stood  for  a  final  hear- 
ing; but  shall  content  myself  by  stating  briefly 
the  grounds  upon  which  I  have  arrived  at  the 
conclusion  that  the  motion  must  be  denied. 

This  patent  has  been  before  me,  heretofore,  in 
the  case  of  Winans  vs.  the  Schenectady  and  Troy 


man  in  bis  employ  to  pursue  his  ordinary  vocation  I  Railroad  Cotapany,  on  a  motion  on  the  part  of  the 


on  Sunday.  He  would  be  restrained  both  by  a 
sense  of  duty  and  self-interest.  Why  then  should 
he  allow,  indirectly,  what  he  would  not  directly. 
On  the  Hudson  River  are  thousand  of  men  con- 
.stantly  employed  to  whom  Sunday,  like  all  other 
days,  bripgs  its  round  oi  labor  and  toil.  The  re- 
sult is,  and  will  be,  as  has  be«n  described.  The 
road  will  lose  ten  fold  more  than  it  will  gain.  It 
is  now  a  vast  instrument  of  demoralization,  and 
when  a  depth  sufficiently  low  is  reached,  some 
terrible  accident  may  bo  the  result,  which  will  re. 
coil  with  terrific  force  on  the  company. 

We  have  now  nearly  18,000  miles  of  railroads 
in  the  United  States.  What  a  tremendous  power 
All  these  roads  can  exert  for  good  or  evil.  Shall 
it  not  be  exerted  on  the  side  of  right,  especially 
when  this  exactly  harmonizes  with  the  interest  of 
all  concerned. 


Journal  of  Railroad  Itttw, 

EIGHT   WHEEL    CAR    SUIT   FOR    AN    INFRINQBMENT  OF 
A    PATENT. 

It  will  be  recollected,  that  some  four  years  or 
more  since,  a  suit  w.is  brought  by  Ross  Winans, 
claiming  a  patent  under  date  of  October  1st,  1834 
for  the  8-wheel  car,  against  the  Schenectady  and 
Troy  Railroad  Company,  for  an  infriugeraent  of 
said  patent.  The  case  was  tried  at  Canandaigua, 
and  a  judgment  obtained  in  favor  of  the  Patentee. 
Some  two  years  or  more  since,  Mr.  Winans  brought 
another  suit  against  Eaton,  Gilbert  &  Co.,  car 
builders  of  Troy,  ana  asked  for  an  injunction 
against  them  to  restrain  them  from  manufacturing 
and  selling  eight-wheel  cars.  This  application  for 
an  injunction  induced  the  defendants  to  make  a 
thorough  resistance  against  the  patent,  and  to 
show  that  the  car  which  they  manufactured  and 
which  was  in  general  use  on  railroads,  were  entire- 
ly diffferent  from  that  patented,  the  case  was  ar- 
gued a  year  ago  last  August  at  Cooperstown,  be- 
fore Judge  Nelson,  and  the  decision  denying  the 
injunction  was  given  last  summer.  The  plaintifif 
was  represented  by  Spencer  and  Kernan,  Utlca  • 
Chas.  M.  Keller,  New  York ;  I.  H.  B.  Latrobe, 
Baltimore,  and  S.  Blatchford,  Auburn.  For  the 
defendants,  W.  A.  Beach,  Troy;  W.  W.  Hubboll, 
Philadelphia,  and  Wm.  Whitney,  of  Boston. 

JtrooE  Nelson  denied  the  injunction,  M  will  b» 
seoQ  by  the  folio  wing  opinioD. 


defendants  for  a  new  trial.  The  case  had  been 
tried  at  law  before  his  Honor,  Jud^e  Conklin,  and 
the  questions  involved  were  the  correctness  of  the 
rulings  at  the  Circuit. 

In  deoidiiig  upan  these  questions,  it  became 
neces.sary  to  give  a  construction  of  the  patent, 
which  will  be  found  in  the  opinion  then  delivered, 
and  which  I  do  not  understand  is  a  matter  of  dia 
pute  on  this  motion. 

The  patent  is  for  a  new  and  useful  improvement 
in  the  consttuction  of  cars  or  carriages  intended 
to  travel  on  railroads  which  are  particularly  ad 
apted  to  passenger  cars ;  and,  after  stating  the 
difficulties  to  be  encountered  in  running  these 
cars  on  the  road  at  great  speed,  from  curvatures 
and  consequent  friction  between  the  flanges  of  the 
wheels,  and  rail,  and  ft-om  other  obstructions,  and 
impediments  specified;  and  after  describing  the 
parts  and  manner  of  the  construction  of  a  car 
with  a  view  to  overcome  these  difficulties  and  im 
pediments,  the  patentee  closes  by  saying:  I  do 
not  claim  as  my  invention,  the  running  ©f  cars  or 
carriages  upon  eight  wheels,  this  having  been  pre 
viously  done :  not,  however,  in  the  manner  and 
for  the  purposes  herein  described,  but  merely 
with  a  view  of  distributing  the  weight,  carried 
more  evenly  upon  a  rail,  or  other  roads,  and  for 
objects  distinct  in  character  from  those  which  I 
have  had  in  view,  as  herein  before  set  forth  ;  nor 
have  the  wheels  when  thus  increased  in  number 
been  so  arranged  and  connected  with  each  other, 
either  by  design  or  accident,  as  to  accomplish 
this  purpose. 

What  I  claim,  therefore,  as  my  invention  and  for 
which  I  ask  a  patent,  is  the  before  described  man- 
ner of  arranging  and  connecting  the  eight  wheels, 
which  constitute  the  two  bearing  carriages,  with 
a  railroad  car  so  as  to  accomplish  the  end  pioposed 
by  the  means  set  forth,  or  by  ethers  which  are 
analogous,  and  dependent  upon  the  same  prin- 
ciples. 

In  the  arrangement  of  this  passenger  car,  the 
patentee  constructs  two  bearing  carriages  each 
with  four  wheels,  which  sustain  the  body  of  the 
car,  by  placing  one  of  them  at  or  near  each  end 
of  it :  the  two  wheels  on  either  side  of  the  track 
are  to  be  placed  very  near  each  other.  The  spaoes 
apaVt  between  the  fliiDge«  need  be  no  greater  than 
necessary  to  prevent  contact.   The  oar  body  rests 


upon  bolsters  8upt>orted  on  each  of  the  two  bear- 
ing carriages,  or  four-wheeled  trucks,  the  bolsters 
so  constructed  as  to  swivil  or  tarn  on  each  other 
like  the  two  front  bolsters  of  a  common  wagon 
the  trucks  may  be  so  placed  within  and  under  the 
ends  of  the  ear,  as  to  bring  all  the  wheels  under  il 
or  without  the  end,  so  as  to  allow  the  body  to  be 
suspended  between  the  two  bearing  carriages. 
The  closeness  of  the  fore  and  hind-wheels  of  the 
trucks  taken  in  connection  with  the  use  of  them, 
the  trucks  arranged  as  distant  from  each  other  as 
can  be  done  consistently  with  the  proper  support 
of  the  car  body  is  considered  by  the  patentee  as 
an  important  feature  of  the  invention;  as  byjthe 
eontigiilty  of  the  fore  and  hind-wheels  of  each 
truck,  while  the  two  trucks  may  be  at  a  consider- 
able distance  apart,  the  lateral  friction  from  the 
rubbing  of  the  fianges  against  the  rails  is  most  ef- 
fectually avoided ;  while  at  the  same  time,  all  the 
advaitages  attendant  upon  placing  axles  of  a  four- 
wheeled  car  far  apart  are  obtained ;  for  the  two 
wheels  on  either  side  of  the  trucks  may,  from  they- 
proximity  be  considered  as  acting  like  a  single 
wheel ;  and  as  the  two  trucks  may  be  placed  at 
any  distance  from  each  other,  consistent  with  the 
required  strength  of  the  body  of  the  car,  all  the 
advantages  are  obtained,  that  result  from  having 
two  axles  of  a  four-whoeled  car  at  a  distance  from 
each  other,  while  its  inoonveiiiencies  are  avoided. 

The  two  wheels  on  either  side  of  the  tracks 
are  connected  together  by  means  of  a  very  strong 
spring,  tho  ends  of  which  are  bolted,  or  otherwise 
secured  to  the  upper  sides  of  the  boxes  which  rest 
on  the  journals  of  the  axles,  the  larger  leaves  of 
the  spring  placed  downwards. 

The  bolsters  extend  across  between  the  two 
pairs  of  wbeeld  from  the  centre  of  one  spring  to 
that  of  the  other,  securely  fastened  to  the  tops  of 
them.  This  is  the  car,  substantially,  as  arranged 
and  constructed  by  the  patentee  without  going 
into  all  the  details  of  the  specification. 

As  we  heard  when  the  patent  was  formerly  be- 
fore us,  the  improvement  claimed  is  the  car  itself 
arranged  and  constructed  as  described  in  the 
patent,  and  which  we  have  above,  in  substance, 
set  forth  and  the  question  now  before  us  is  the 
same  as  was  before  the  jury  in  the  former*  case, 
namely,  whether  or  not  cars  or  carriages  for  run- 
ning on  railroads,  as  a  whole,  like  the  one  describ- 
ed in  the  patent,  had  been  before  known  er  in 
public  use  1  And  whether  or  not,  the  oars  manu- 
factured by  the  defendants  are,  in  arrangement 
and  construction  substantially  like  it  1 

The  case,  in  its  present  posture,  does  not  call 
for  a  definitive  determination  of  these  questions, 
as  that  must  be  postponed  till  the  final  hearing. 
These  questions  are  only  important  to  be  cons^er, 
ed  now,  so  ftir,  as  they  may  aid  us  in  deciding 
upon  the  right  of  the  complainant  to  have  the  de- 
fendants enjoined  pending  the  litigation.  For  if 
there  exists  any  reasonable  doubt  about  the  orig- 
inality «r  novelty  of  the  car,  as  arranged  and  con- 
structed by  the  patentee,  or  about  the  substantial 
identity  of  the  cars  manufactured  by  the  defend- 
ants, with  the  plaintiffs,  then  I  am  not  at  liberty 
to  interpose  and  arrest  the  manufacture  at  this 
stage  of  the  proceedings.  The  determination  of 
that  must  be  postponed  till  the  case  is  matoted 
and  disposed  of  at  the  final  hearing. 

A  gool  deal  of  pr66f  has  befcn  farniahedby 
the  def«ii9l»nt8  in  this  case  beariof  directly  npos 
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the  questions  above  stated,  not  before  the  Court 
and  Jury  in  the  cose  against  the  S.  &>  T.  R.  R. 
Co.  The  most  material  is  that  relating  to  what  is 
called  in  the  proceedings  the  "Quincy  Car." 

We  have  a  description  of  this  car,  from  Qridley 
Bryant,  the  inventor,  and  constructor  of  it.  He 
is  an  engineer,  and  in  1826  superintended  the 
building  of  a  railroad  leading  from  the  Quincy 
quarries,  in  Massachusetts  to  the  landing^at  Mil- 
ton, a  distance  of  between  three  and  four 
miles.  This  is  said  to  be  the  first  railroad  built 
in  the  United  States.  Bryant  states,  that  the 
eight  wheeled  car  on  this  road  was  constructed  in 
the  summer  of  1829,  and  has  been  used  on  it  from 
that  time  to  the  present ;  that  the  objects  of  the 
construction  were  to  carry  a  laige  load  on  the 
eight  wheels  without  injury  to  the  road ;  to  turn 
the  curves  freely,  descend  the  inclined  plane,  and 
run  on  the  road  carrying  the  stone  as  smoothly 
and  safely  as  possible.  It  consisted  of  two  four- 
wheel  trucks  securely  held  by  centre  pivots  or 
king  bolts,  about  ten  feet  apart  which  passed 
through  the  bolsters  of  a  rigid  body  or  platform 
framing,  and  the  centres  of  tbe  trucks.  The  body 
with  its  bolsters  thus  secured,  by  the  vertical  king 
bolts,  had  side  bearings  on  carved  plates  on  the 
trucks,  and  the  truck  swivelled  under  them  to 
conform  to  the  curves  and  switches  or  turnouts  of 
the  road,  while  the  body  connecting  the  trucks, 
sustained,  and  carried  the  load  smoothly  and 
safely.  That  the  trucks  consisted  of  rigid  rect- 
angular wheel  frames  with  the  double  cross  bol- 
sters and  held  the  bearing  points  of  the  wheels  on 
the  rail  the  same  distance  apart,  as  the  gauge  of 
the  track,  which  w»s  five  feet.  He  further  ob- 
serves, that  this  car  contains  a  combination  of  the 
two  four-wheel  tracks,  rigid  wheel  frames,  with  a 
permanent  body  to  carry  the  load  by  means  of 
vertical  king  bolts,  allowing  the  two  trucks  to 
•wivil,  to  conform  to|the  curves  of  the  road ;  the 
same,  in  principle  of  construction  and  operation 
as  the  eight-wheeled  cars  now  in  general  use  on 
.  railroads  in  the  United  States. 

Bryant  continued  in  the  service  as  superintend- 
ent and  engineer  of  the  road  till  1886  at  which 
time  two  of  these  eight-whoel  cars  were  in  use  in- 
cluding the  one  originally  constructed.  This  wit- 
ness is  fully  confirmed  by  three  others,  each  of 
whom  was  engaged  upon  the  road  at  the  time 
spoken  of  by  him  and  since. 

The  railroad  has  a  steep  inclined  plane  on  which 
The  cars  are  raised  and  lowered  by  means  of  an 
endless  chain,  aud  has  several  sharp  curves  and 
turnouts.  One  of  the  heavy  curves  that  encircle 
the  hill  of  the  quarry  is  said  to  be  about  two  hun- 
dred feet  radius. 

Several  experts  have  been  examined  in  relation 
to  the  arrangement  and  constructing  of  these 
"Quincy  Cars,"  and  a  decided  preponderance  in 
numbers,  and  among  them  persons  of  the  highest 
skill  and  of  the  greatest  experience  in  their  pro- 
fession, concur  in  saying  that  it  embodies  the 
principles,  arrangement  and  construction  of  the 
cars  in  general  use-upon  railroads,  which  it  is  ad- 
mitted are  the  kind  manufactured  by  the  defend- 
ants. The  evidence  furnished  on  behalf  of  the 
defendants,  in  resisting  the  motion  upon  this 
branch  of  the  defeuce  is  very  full  and  strong ;  and 
u  the  case  stands,  overcomes  the  contnurj  j^roofs 
tiven  in  support  of  the  bffl.  ''^'  ^    ' 

In  »dditioa  to  this  "Qniocy  Car"  tb«  defend^nti 


have  furnished  a  model,  and  drawings  of  the  eight- 
wheel  steam  carriage  devised  and  constructed  by 
Horatio  Allen,  and  put  in  operation  in  February, 
1832,  on  the  South  Carolina  Railroad.  The  draw- 
ings were 'made  in  the  winter  of  1830  and  1831. 
Four  of  these  carriages  were  running  on  the  road 
before  the  close  of  the  year  1833. 

This  car  was  therefore  devised  and  completed 
in  working  order  by  Allen  prior  to  the  patent  of 
Winans,  and  indeed  prior  to  the  perfection  pf  his 
improvement  preparatory  to  obtaining  the  patent- 
As  in  the  case  of  the  Quincy  Car,  the  decided  pre- 
ponderance of  the  evidence  is,  that  this  steam 
carriage  embraces  all  the  elements,  arrangement 
aud  organization^to  be  found  in  the  can  mannfac- 
turied  by  the  defendants.  "  >  i-<J  >■'  v-f;  i. 

I  do  not  find  that  this  evidence  was  before  the 
Court  aria  Jury  in  the  formal  trial  upon  this 
patent ;  although  it  may  not  be  regarded  (looking 
at  the  particular  construction  and  purpose  of  this 
steam  carriage)  as  bearing  so  directly  upon  the 
novelty  of  the  Winans  Car,  or  speaking  perhi^ 
more  accurately,  as  showing  the  principles  and  ar- 
rangements of  the  defendants'  cars  to  have  been 
discovered,  and  applied  before  the  date  of  the 
Winans  improvement ;  it  is  undoubtedly  entitled 
to  a  good  deal  of  cousideratioa  ;  and  as  the  case 
now  stands  sufficient,  at  least  in  connection  with 
the  Quincy  Car,  to  forbid  the  granting  of  the  in- 
junction. 

The  defendants  have  also  given  in  evidence  a 
model  of  a  carriage  for  railways  and  roads 
described  by  W.  &  E.  W.  Chapman,  in  their{patent 
granted  in  England  in  1812.  The  specification  is 
published  in  the  24.  vol.  of  The  Repertory  of  Arts, 
&c.,  under  date  of  February,  1814,  with  drawings. 
Fig.  8,  say  the  patentees,  shows  a  carriage  of  six 
wheels  for  the  engine  which  may  rest,  equally  or 
nearly  so,  on  each  of  its  wheels,  and  move  freely 
round  the  curves  or  past  the  angles  of  a  railway  : 
1.  1.  the  fore  pair  of  wheels,  are  as  usual  on  rail- 
ways fixed  to  the  body  of  the  carriage  ;  2.  2  and 
3.  3,  the  other  two  pair,  are  fixed  on  axles  (paral- 
lel to  each  other)  to  a  separate  frame,  over  which 
the  body  of  the  carriage  should  be  so  poised  as 
that  two-thirds  of  the  weight  should  lie  over  the 
central  point  of  the  four  wheels,  where  the  pivot 
4  is  placed,  and  the  remaining  third  over  the  ax- 
les (1.  1).  The  two  thirds  weight  of  the  car- 
riage should  rest  on  conical  wheels  or  rollers, 
bearing  upon  the  curved  plates  e.  ^.  so  as  to  ad- 
mit the  ledges  of  the  wheels  or  those  of  the  way, 
to  guide  them  on  its  curves,  er  past  its  angles,  by 
forcing  the  transom  or  frame  to  turn  on  the  pivot, 
and  thus  arrange  the  wheels  to  the  course  of  the 
way,  similarly,  to  the  carriage  of  a  coal  wagon. 
and  the  parties  add  :  if  the  weight  of  the  locomotive 
engine  should  require  eight  wheels,  it  is  onlifrequtsitt 
to  institute  in  place  of  the  azit  {taks)  1.  1.  a  tran- 
som, such  as  described,  laying  the  weight  equally 
upon  both  and  then  similarly  to  two  coal  wagons 
attached  together,  the  whole  four  pair  of  wheels  will 
arrange  themselves  to  the  curves  of  the  railway. 

The  weight  of  the  evidence  of  the  experts  who 
have  been  examined  in  respect  to  the  Chapman 
Car  is,  that  the  elements  and  arrangements  as 
described  in  the  specification  and  delineated  in 
the  drawing,  comprise  all  the  substantial  elements 
and  arrangements  to  be  found  in  the  cars  of  the 
defendants ;  and  a  critical  tezamination  of  t£e  de- 
•cription  Aod  of  tli«  drawiog  c«rt»ialy  tends  to 


confirm  rather  than  weaken  the  inference  of  these 
witnesses.  This  Chapman  Car  is  probably  the 
origin  of  the  Quincy  Car,  the  Horatio  Allen  Car 
and  of  all  that  class  now  in  use  upon  the  railroads 
of  this  country,  and  was  devised  by  the  Chapmans, 
not,  simply  to  equalize  the  greater  burden  altaia- 
ed  by  the  multiplication  of  the  wheels,  and  to  re- 
ceive the  stress  upon  the  rail ;  bat  also  by  the  ar- 
rangement of  the  four  pair  of  wheels,  so  that  each 
of  the  two  pair  should  be  fixed  to  separate 
frames  (the  axles  parallel  to  each  other,)  and  the 
burden  resting  upon  the  central  points  of  the  four 
wheels,  and  turning  upon  a  pivot  or  swiveling  to 
permit  the  trucks  to  accommodate  themselves  to 
the  curves  and  angles  of  the  road,  and  cause 
them  to  move  more  freely  and  smoothly  round 
these. 

This  description  and  drawing  of  the  Chapman 
Car  as  given  in  the  vol.  of  the^Repertory  of  Arts, 
were  before  Ih"  Court  and  Jury  in  the  former  trial, 
but  as  the  novelty  and  infringement  of  the  plaiut- 
iflfs  patent  were  left  as  questions  of  fact  to  the 
Jury,  the  subject  was  not  a  matter  of  particular 
examination  on  the  motion  for  a  new  trial. 

There  are  many  other  parts  of  this  case  which, 
were  this  a  final  hearing,  it  would  be  necessary  to 
notice,  but  In  the  present  stage  of  it,  not  import- 
ant ;  a!f,  for  the  reasons  given,  we  think,  upon  the 
well  settled  principles  forming  applications  for  a 
preliminary  injunctiop  this  motion  must  be  de- 
nied. ""■  *'*^  •  ■..-■■•.<■.>.. -ii-.t-,.-. 

RAILROAD    BRIDOES. 

In  our  issue  of  May  14th,  1853,  we  published  a 
statement  of  Judge  McLean's  decision  conccrniDg 
the  bridge  across  Sajiducky  Bay,  whose  construc- 
tion was  designed  by  the  Junction  Railroad  Com- 
pany in  connection  with  the  Port  Clinton  Railroad 
Company.  The  Judge  having  been  called  upon  to 
issue  an  injunction  against  the  companies,  refused 
so  to  do,  upon  the  ground  that  the  charter  of  the 
Port  Clinton  Company  authorized  them  to  build  a 
bridge  over  the  Bay  above  mentioned,  provided 
that  it  should  not  by  so  doing  obstruct  navigation, 
and  on  the  further  ground  that  the  testimony  upon 
the  question  of  obstruction  was  very  nearly  bal- 
anced. 

Next  arose  the  case  of  the  Penrose  Ferry  Bridge 
Company  who  were  constructiug  a  bridge  across 
the  Schuylkill  within  the  corporation  limits  of 
Philadelphia.  An  application  was  made  to  the 
U.  8.  Circuit  Court  for  the  Eastern  District  of 
Pennsylvania  for  an  injunction  against  the  com- 
pletion of  the  said  bridge,  as  interfering  with  the 
revenue  of  the  United  States,  and  with  the  free 
navigation  of  the  Schuylkill.  In  this  case  there 
occurred  a  division  of  opinion  between  the  Circuit 
aud  District  Judge,  the  former  condemning  and 
the  latter  approving  of  the  bridge  in  qnestion.— 
Bat  the  decisioa  of  this  question  by  the  Supreme 
Court  of  the  United  States  in  the  case  of  the 
Wheeling  Bridge  would  seem  to  be  sufficiently  ex- 
plicit. We  understand  that  Court  u>  have  declar- 
ed that  although  the  right  of  navigating  a  river  or 
other  body  of  water  is  paramount  to  any  private 
privileges  in  regard  to  the  same,  yet  a  State  may 
authorize  the  construction  of  a  bridge  whenever 
navigation  is  not  thereby  impeded. 

The  question  has  also  of  late  been  subjected  to 
a  thorough  examination  in  the  U.  S.  Circuit  Court 
of  Indiana  in  the  case  of  Jolly  and  others  agaiTiot 
tKt  Ttrrt  Haut€  DraKbriigf  Company. 
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The  following  principles  received  the  aaoctioD 
of  the  court. 

1st.  Id  relatiou  to  States  earned  out  of  the  North 
Western  Territory,  the  provision  of  the  ordi- 
nance of  1787  declaring  navigable  streams  to 
be  public  highways,  still  exists. 

2Dd.  The  courts  of  the  Unionhaving  jurisdiction 
-4     of  the  parties  in  a  civil  suit  are  competent 

■  to  administer  the  legal  remedy  for  an  injury 
sustained  by  reason  of  an  unlawful  obstruc- 
tion of  a  navigable  stream  without  any  ex- 
press legislation  by  Congress,  giving  the  re- 
medy aad  prescribing  the  mode  of  its  en- 
forcement. 

3rd. The  National  jurisdiction  extends  over  naviga 
ble  rivers  &c.,  does  not  deprive  the  States 
of  the  power  of  exercising  such  rights  or  au- 
thority as  they  may  deem  expedient,  subject 
to  the  power  granted  by  the  Federal  Consti- 

.-.  tution  to  Congress  in  regard  to  the  same 
subject,  which  must  when  duly  put  forth  be 
paramount  to  that  of  States.  tf.  tn 

4th.  A  bridge  of  sufficient  elevation  and  a  proper 
draw  is  not  necessarily  an  impediment  to 
navigation.  -.'-.■I'j  ;^,..  •     ,,;       ..  ■^^^.t.i 

Sth.The  inquiry  in  this  case  is  whether  the  bridge 

with  the  draw   constructed  by  the   defend- 

• ;    ants  at  Terre  Haute  is  a  material  obstruction 

yV,  to  the  navigation  of  Wabash  river  ?■  If  not 
«.'  -i   its  construction  was  duly  authorized. 

.    -      THB    DELIVERY    OP    QOODS    ON    WBARVES. 

We  would  annex  the  following  recent  decision 
of  the  Supreme  court  of  Pennsylvania  as  a  sequel 
to  our  remarks  of  last  week  concerning  the  sub- 
ject above  mentioned. 

"If  a  carrier  places  goods  on  a  wharf,  and  gives 
such  description  of  them  to  the  consignee  as  would 
enable  him  with  reasonable  diligence  to  find  and 
identify  them,  and  the  consignee  accordingly  does 
send  for  the  goods,  this  is  a  <!;ood  delivery.  Scott 
vs.  Provence. 


Vlrgiuta  Finances. 

In  order  that  our  readers  may  know  the  man- 
ner of  doing  business,  in  connection  with  the  sub- 
ject of  the  payment  o(  the  interest  on  the  State 
debt,  as  well  as  reducing  the  principal,  we  insert 
the  following  sections  of  the  law  now  in  force. — 
The  Board  of  Public  works  has  the  power  to  bor- 
row money  for  purposes  of  internal  improvement ; 

but,  as  will  be  seen  by  reference  to  the  law,  "  the 
Commissioners  of  the  Sinking  Fund"  alone,  have 
the  management,  preservation  and  disbursement 
of  the  fuud  set  apart  for  the  payment  of  interest 
on  the  public  debt,  as  also  the  redemption  of  the 
piiocii-al  as  it  becomes  due : 

rrom  Act  Passed  March  26,  1863. 
1.  Be  it  enacted  by  the  General  Assembly,  that 
there  shall  be  and  is  hereby  appropriated  annually 
from  the  public  treasury,  commencing  with  the 
year  1853,  out  of  the  accruing  revenues  of  the 
commonwealth,  the  sum  of  8838,028  68,  that  sum 
teing  7  per  cent.  on$ll,971,838  30,  the  ascerUin- 
ed  debt  of  the  Commonwealth  on  the  Ist  day  of 
January  1852.  The  sum  so  set  apart  shall  be  called 
the  "Sinking  Fund"  and  shall  be  applied  to  the  pay- 
ment of  the  interest  on  the  State  IJebt  and  the  prin- 
cipal of  such  part  as  may  be  redeemable ;  and  if  no 
part  of  the  said  debt  be  redeemable,  then  the  res- 
idue of  the  Sinking  Fund,  after  the  payment  of 
such  interest,  shall  be  invested  in  the  bonds  or 
certificates  of  the  Commonwealth,  or  of  the  vUni- 
ted  Sutes,  or  of  some  of  the  States  of  the  Union, 
and  applied  to  the  payment  of  said  debt  as  it  shall 
become  redeemable.  """' 


2.  Whenever,  after  the  said  tirst  of  January, 
1852,  a  debt  shall  be  contracted  by  the  Common- 
wealth, there  shall  be  set  apart,  in  like  manner, 
annually  for  thirty-four  years,  a  sum  exceeding 
by  1  per  pent,  the  aggregate  amount  of  the  annual 
interest  agreed  to  be  paid  thereon  at  the  time  of 
its  contraction,  which  sum  shall  be  part  of  the 
sinking  fund,  and  shall  be  applied  in  the  manner 
herein  before  directed. 

3.  If  at  any  time  the  Legislature  shall  direct  a 
sale  of  the  stocks  held  by  the  Commonwe.ilth  in 
internal  improvement  and  other  companies,  the 
proceeds  of  such  sale,  if  made  before  the  pay- 
ment of  the  public  debt,  shall  continue  a  part  of 
the  sinking  fund,  and  be  applied  in  like  manner. 
The  sinking  Aind,  and  its  accruing  interest,  shall 
not  be  otherwise  appropriated  than  is  herein  di- 
rected, except  in  time  of  war,  insurrection,  and  in- 
vasion. 

4.  It  shall  be  the  duty  of  the  Auditor  of  Public 
Accounts,  upon  the  receipt  of  statements  of  the 
amount  of  the  public  debt  hereinafter  required  to 
be  furnished  him  by  the  Second  Auditor,  to  pay 
into  the  Treasury  of  the  Commonwealth,  on  or  be- 
fore the  Ist  day  of  January,  1853,  and  annually 
thereafter,  out  of  the  accruing  revenues,  such  por- 
tion of  the  sum  set  apart  for  the  sinking  fund  pro- 
vided by  this  act,  as  shall  be  applied  to  the  re- 
demption of  the  State  debt  existing  on  the  1st  of 
January,  1852.  He  shall,  in  like  manner,  pay  into 
the  Treasury,  to  the  credit  of  the  said  fund,  on  or 
before  the  1st  day  of  January,  1853,  and  1st  day 
of  July,  1853,  and  on  the  same  days  of  each  suc- 
cessive year,  the  amount  of  the  semi-annual  inter- 
est on  said  debt  which  shall  be  due  and  payable 
at  each  respective  date. 

5.  It  shall  also  be  his  duty,  in  like  manner,  to 
pay  into  the  Treasury,  on  or  before  the  1st  day  of 
January,  1853,  and  annually  for  33  years  thereaf- 
ter, out  of  the  accruing  revenues  of  the  State,  to 
the  credit  of  the  sinking  fund,  one  per  centum  on 
the  aggregate  amount  of  debt  contracted  between 
the  1st  day  of  January,  1852,  and  said  day ;  and 
also  to  pay,  in  like  manner,  one  per  centum  an- 
nually for  thirty-four  years  on  the  aggregate 
amount  of  debt  which  shall  be  contracted  in,each 
or  any  subsequent  year.  He  shall  pay,  in  like 
manner,  into  the  Treasury,  to  the  credit  of  the 
said  fund,  on  or  before  the  Ist  day  of  January, 
and  the  1st  day  of  July,  1853,  and  on  the  same 
days  in  each  successive  year  thereafter,  the 
amount  of  the  semi-annual  interest  which  shall  be 
due  and  payable  on  the  aggregate  amount  of  such 
additional  debts  at  those  days  respectively :  pro- 
vided, however,  that  the  amount  of  the  interest 
payable  on  that  part  of  the  debt  created  by  the 
issue  of  coupon  bonds,  shall  be  set  apart  and  paid 
into  the  Treasury  to  the  credit  of  said  fund,  thirty 
days  in  advance  of  the  respective  semi-annual 
periods  ob  which  it  shall  become  due. 

6.  For  the  purpose  of  managing,  preserving  and 
applying  the  sinking  fund,  created  by  this  act,  the 
Auditor  of  Public  Accounts,  Register  and  Secre- 
tary of  the  Commonwealth,  for  the  time  being, 
are  hereby  constituted  a  corporate  body  under  the 
style  of  "  The  Commissioners  of  the  Sinking 
Fund." 

7.  It  shall  be  their  duty  to  apply  the  moneys 
appropriated  out  of  the  said  fund  to  the  payment 
of  the  interests  and  redemption  of  the  principal 
of  the  State  debt  at  the  respective  periods  pre- 
scribed in  the  fourth  and  fifth  sections  of  this  aet, 
for  the  payment  of  the  sinking  fund  into  the  trea- 
sury by  the  Auditor  of  Public  Accounts,  and  to 
invest  any  part  of  the  appropriations  for  the  latter 
purpose,  which  cannot  be  so  applied  to  the  pur- 
chase of  public  stock,  agreeably  to  the  provisions 
of  the  second  and  third  sections  of  this  act. 

8.  The  said  Commissioners,  at  their  discretion, 
may  apply  the  part  of  the  sinking  fund  set  apart 
for  the  redemption  of  the  principal  of  the  debt,  to 
the  payment,  in  the  first  place  of  such  bonds  and 
certificates  as  the  State  is  bound  to  redeem  at 
fixed  periods,  provided  such  bonds  and  certificates 
shall  be  redeenoable  by  the  State  before  the  arrival 

of  oucb  fixed  period*,  . 

-- -      -'  ( 
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New  York  Central  Railroad.         ^,|^ 

REPORT 

Of  the  New   York   CeiUral  Railroad   Company   to 
the  State  Engiiuer  and  Surveyor,  under  the  Act 
Chapter  140,  Laws  of  New  York  of  1860,  being 
for  the  Year  ending  September  30/A,  1854. 

Capital  Stock  as  by  Charter. — The  capital  stock 
fixed  by  the  Consolidation  Agreement,  dated 
the  17th  day  of  May,  1863,  including  the  Con- 
vertible Bonds  of  the  former  companies  is 

S23,0&J,600  00 

Amount  of  capital  paid  in  at  last 
report 22,213,983  81 

Total  amount  of  capital  stock  now 
paid  in,  including  the  ontstand-  '•   «••'>.,-■':•*.•: 
ing  convertible  bonds  above  re- 
ferred to 23,067,415  00 

Funded  debt,  as  per  last  report. . .  11,564,033  62 
Total  amount  now,  of  funded  debt,  as  follows  : 

Debt  certificates  (or  premium  bonds)  agreed  to  be 
issued  to  stockholders  under  the  15th  article  of 
the  consolidation  agreement,  interest  at  6  per 

cent* S8,894,500  00 

Debts  of  the  old  companies  as- 
sumed under  the  5th  article  of 
the  consolidation  agreement,  re- 
ported last  year  at  $1,861,823  62, 
aad  now  reduced  (with  interest 
ranging  from  6  to  7  per  cent) 
tof Sl,368,000  00 

Deduct  the  amount  of 


the  two  Sinking 
Funds  in  the  hands 
of  the  Comptroller, 
created  under  Acta 
of  the  Legislature, 
passed  in  1840,  for 
the  purpose  of  pay- 
ing State  Stock  is- 
sued in  aid  of  the 
construction  of  the 
Auburn  and  Roch- 
ester Railroad.. .. 

Tonawanda  Railroad 
Sinking  Fund 

Amount  since  paid  by 
this  company  to  the 
Auburn  and  Roch- 
ester Fund 


;.>.J, 


•It- 
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73,148  31 


;.  s:..,   r,  If  . 


27,821  46^; 
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^4,000  00 


-$1,263,030  23 


Bonds  of  the  Bnfialo  and  Niagara 
Falls  Railroad  Company,  assumed  ;  .«'^.'.'V'  /. 
by  this  Company,  (interest  at  7  ..:f-xailj  f. 
percent) 56.000  00 

Bonds  to  the  stockholders  of  that 
company  as  provided  for  by  the  ,-  -^  • 
Agreement,  by  way  of  lease,  be-       '    ' '  '^ 
tween  the  two  companies,  (inter- 
est at  6  per  cent) 110,800  00 

B  ouds  given  for  Great  Western  (Ca- 
nada) and  Buffalo  and  State  Line 
Railroad  stock,  purchased  under 
the  9th  article  of  the  consolida-  1$  ((3ii{4iq' 
tion  agreement,  (interest  at  6  per 
cent) 817,000  0% 

Bonds  at  6  oer  cent.,  issued  for  pur- 
chase of  real  esUte,  ($197,000,) 
and  including  $21,000  not  yet  ad- 
justed      218,000  00 

Bonds  and  Mortgages  (some  exist- 
ing before  consolidation)  assum-  -        „ 
ed  and  given  for  part  considera-      /^^--^z'-:   . 
tion  of  real  estate  purchased,  in-i- '  f.'<  ??ij,  ;' 
terest  at  7  per  cent,  with  ©ne  ex-       \ 
ception,  which  is  at  6  per  cent. . .     208,109  81 
(It  is   claimed   that  $4,282  50  ^   .^ 
of  the  amount  in   the  last  item,             i.ii-*;- 
should  be  paid  by  one  of  the  old 
companies). 

Amount  received  for  7  per  ct.  con- 
vertible bonds  of  the  $3,000,000 
issue  of  1854,  disposed  of  up  to 
30th  September,  same  year 880,681  00 

$11,947,121  04 

The  company  pays  monthly,  or  as  nearly  so  as 

it  can  coQveoieatly  be  done,  all  the  ezpeiises  of 
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maiataiiiiug  aud  oyeraliug  its  road  and  conduct- 
ing its  business,  and  therefore  has  no  floating 
debt. 

It  may  be  proper  to  state,  however,  that  during 
the  year  contracts  were  made  for  a  large  number 
of  passenger  cars,  which  were  paid  for  on  deliv- 
ery from  time  to  time,  in  part  by  acceptances  of 
the  company,  principally  at  six  months.  The 
whole  amount  of  these  acceptances  outstanding 
on  30lh  September,  1854,  was  $110,700,  which 
has  been  reduced  before  the  verification  of  this 
report  to  $78,000. 

Average  rate  per  annum  of  interest  on  funded 
debt,  6  67-1000  per  cent. 

COST  OF  ROAD  AND  EtlOIPMENT. 


As  per  last 
report. 
For       graduation 

and  masonry..  .$6,126,422  46 

For  bridges 647,900  80 

For  superstructure 

*  including  iron..   8,146,372  18 

£or  passenger  and 

freight  stations, 

baildiDgs     and 

fixtures 674,575  96 

For    engine     and 

car  houses,  ma-  . . '.  ;; 

chine  shops,  ma- 
chinery and  fix- 
tures       482,433  21 

For     land,      land 

damages       and 

fences 2,676,951  86 

For  locomotives  & 

fixtures,        and 

snow  plows....   1,458,649  46 
For  passenger  and 

baggage  cars...       476,482  "16 
For     freight    and 

other  cars 825,004  66 

For      engineering 

and  agencies...      531,736  56 


To  present 
time. 

$6,548,610  31 
719,673  93 

9,388,466  21 


860,302  78 


668,876  60 
2,501,060  62 

1,904,931  95 
636,262  63 

1,210,104  19 
569,095  30 


Total .$22,044,629  25    $25,907,374  41 

CUAOACTERISTICB  OF    THE    BOAO 

Length  of  road :  Miles. 

Albany  to  Buffalo  direct 297^ 

Additional  linen 

Troy  to  Schenectady 21 

Syracuse" to  Rochester  via  Auburn  and  Ge- 
neva   104 

Rochester  to  Buffalo  via  Lockport 81 

Lockport  to  the  suspension  bridge 19 

Batavia  to  Attica,  part  of  the  former  line  to 
Buffalo,  the  route  having  been  changed, 
but  this  portion  retained  as  a  side  line ...   11 

633^ 

Leased  lines  : 

The  Rochester  and  Lake^  Ontario  road  run- 
ning from  Rochester  to  Charlotte,  at  the 
mouth  of  the  (Jeneseo  river,  leased  by  the 
late  Rochester,  Lockport,  and  Niagara 
Falls  Railroad  Co.,  and  assumed  under  the 
Consolidation  Agreement 8^^ 

The  Buffalo  and  Niagara  Falls,  and  the 
Lcwiston  Railroads  running  from  Buffalo 
via  Niagara  Falls  to  Lewiston,  on  the 
Niagara  river  near  Lake  Ontario ....  31 

But  as  this  route,  for  lO^g  miles,  from 
Buffalo  t'>  Tonawanda,  is  onjthe  same 
line  with  the  road  from  Lockport  to 

Buffalo,  deduct , 10)^ 

20>^ 

Total. miles  road 662% 

Length  of  double  track  incl'g  sidings . .  .276%  mis. 
Length  of  Branches,  owned  by  company 

laid 193^ 

Length  of  double  track  laid  on  same . .  .none 

Weight  of  rail  pr  yd.  on  main  track 66  75  lbs. 

No.  of  engine  houses  and  shops 42 

No  of  engiLCS 176 

Rated  as^  Psngr.  1st  class  187;  do,2d  & 
8-wheel    i-     emigiant.  65. 242 

Cars     J  Ba'g  &c.,  65 ;  freight  1702.. 1767 


2,666,874 

163,874,473 

649,805 

81,168,080 

pr.  hr. 


DOINGS    OF    THE    YEAR    IN     TRANSPORTATION. 

Miles  run  by  passenger  trains 2.117,088 

Miles  run  by  freight  trains 1 ,200,240 

Sate  of  fare  per  mile  charged  to  pas- 
sengers, in  respective  classes 1  to  2  eta, 

No.  of  passengers,  all  classes,  carried 
in  cars 

No  of  miles  travelled  by  passengers 
or  No.  of  passengers  carried  1  mile 

No.  of  tons,  of  2000  pounds  of  freight 
carried  in  cars 

Total  movement  of  freight,  or  No.  of 
tons  carried  1  mile 

Average  rate  of  speed  adopted  by 
ordinary  passenger  trains,  includ- 
ing itops  (miles  per  hour) 26  m. 

Rate  of  speed  of  same  when  in  mo- 

I'lvlll  ••■•    ••■■    ■•■•    ••••    ••••    ••••    •••  vA 

Average  rate  of  speed  adopted  by 

express  trains,  including  stops ....  36 
Rate  of  speed  of  same  when  in   mo- 
tion  40 

Average  rate  of  speed  adopted  by 

freight  trains,  including  stops 14    ■^. 

Rate  of  speed  of  same  when  in  mo- 
tion  18 

Average  weight  in  tons  of  passenger 
trains,  exclusive  of  passengers  and 

baggage . , « 97 

Average  weight  in   tons   of  freight 

trains,  exclusive  of  freight 167 

The  amount  of  freight  in  tons: 

The  product  of  the  forest 46,630 

The  product  of  animals 116,417 

Vegetable  food 166,204 

Other  agricultural  products 10,935 

Manufactures 62,244 

Merchandize 94,643 

Other  articles 74,832 


292-2000 
748-2000 


Total 649,805 

Statement  S/i-owing  the  Operations  of  the  Company 
for  the  past  year. 
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EARNINGS,  CASH  RECEIFTS  AND  PATMEMT*. 

1st.  Earnings : 

From  passengers $3,161,613  89 

From  freight 2,479,820  66 

From  other  sources..       286,999  96 

$5,918,884  60 

2d.  Receipts: 

From  passengers ^  Same    as 

From  freight >  Earnings. 

From  other  sources . .  . .  ) 

id.    Payments    other  than  f«r  am- 
struction  ; 

For  transportation  ^penses 3,068,041  23 

For  interest ,$666,5]  3  10 

For  sinking  fund  for 
debt  certificates,  (pre- 
mium bonds,) 111,059  69 

767,672  69 

Dividends 1,126,506  76 

(A  dividend  of  4  per  cent,  on  the  capital  stock 
of  this  company,  declared  from  eammgs  to  Its 
August,  1864,  has  not  yet  been  paid.) 

Surplus  fund.  (We  have  no  account  of  this 
description,  except  the  several  sinking  funds  above 
mentioned.) 

The  number  of  persons  injured  in  life  during 
the  year,  are  forty-four.  Of  these  injured  in  life  or 
limb,  three  were  passengers.  One  of  them,  by  his  own 
inadvertence,  fell  froih  a  car  while  the  train  was  in 
motion,  and  the  other  two,  in  violation  of  a  rule  of 
the  company,  were  on  the  pUUform  of  tte  car  at 
the  time  of  the  accident.  Of  the  employees  of  the 
company,  seventeen  were  injured  in  life;  five 
while  on  the  track,  for  want  of  caution  on  their 
part ;  five  by  slip  or  mis-step,  falling  under  a  car ; 
three  from  collisions;  and  three  were  thrown  from 
a  hand-car.  The  others  injured  in  life,  twenty- 
four  in  number,  were  neither  pastjengers  nor  em- 
ployees, but  a  class  of  persons  of  whom  so  many 
are  found  standing  and  walking  at  improper  times 
and  places  on  the  track  of  the  road.  Twenty-two 
of  the  deceased  are  of  this  class.  They  unfortu- 
nately came  to  their  death  by  being  on  the  track 
while  trrjns  were  passing,  when  coBunoa  prudence 


806 

■tmnld  have  kept  them  from  it.  Two  lost  their 
lives  by  climbiDg  on  the  bumpers  between  cars, 
to  catch  a  ride  unobserved.  Two  of  the  above 
deceased,  and  two  of  the  seriously  iDjured,  were 
intoxicated.  The  whole  number  seriously  injured 
were  twenty-three.  Of  these,  nine  were  passen- 
ger!, nine  employees,  and  five  of  the  class  men- 
tioned, as  being  neither  employees  nor  passen- 
gers. 

Slate  of  New  Yark,  City  and  County  of  Albany, 
u.  -EraBtus  Coming,  President  of  the  New  York 
Central  Bailroad  Company,  and  Channcey  Vib- 
bard,  General  Superintendent  of  said  railroad, 
being  duly  sworn,  each  for  himself,  deposes  and 
says,  that  the  foregoing  report  is  true,  according 
to  the  best  of  their  knowledge,  information  and 
belief, 

ERASTUS  CORNUSG. 
C.  VIBBARD. 
Sworn  before  me,  this  13th  ^ay  ) 
of  December,  1864.  ) 

J.  Sternberg,  Commissioner  of  Deeds. 
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*(Tho  premium  on  the  amount  ot  convertible 
bonds  aboTe  stated,  not  yet  presented  for  conver- 
sion, is  included  in  the  above.  $159,600,  in 
amount  of  these  certificates,  have  been  purchased 
for  the  sinking  fund,  provided  for  their  payment 
by  the  16th  article  of  the  consolidation  agree- 
ment. 

t  The  amount  thus  paid  by  this  company  is  not 
at  present  represented  by  any  fmidcd  debt. 

Baltimprs  and  Olilo  Railroad* 

The  Iwenly-eighth  annual  Report  of  this  Com- 
pany rendered  up  to  30th  September  last,  shows 
the  gross  revenue  of  the  road  (Main  Stem)  fur  the 
past  year,  to  have  been,  $3,6-15,909  43 ;  being  an 
increase  of  01,612,189  63  over  that  of  1863.  Of 
this  sum  less  than  one-sixth  had  been  received 
from  passengers,  and  only  about  one-twentieth 
fVora  through  travel.  The  want  of  regular  con- 
nections hitherto  at  the  western  terminns  has  been 
particularly  felt  in  the  passenger  business  of  the 
road ;  the  Central  Ohio  Line  not  having  been  open- 
ed till  recently,  and  the  navigation  of  the  Ohio 
River  having  been  so  uncertain  that  almost  all  of 
the  western  bound  travel  took  'other  routo». 
Though  the  Company  have  been  28  years  in  exist- 
ence, the  last  was.  ihejirsl  year  in  which  the  road 
Wits  open  through  to  the  Ohio  River.  Efibrts  had 
been  made  to  connect  wit^  the  Cleveland  and 
Pittsburgh  Line ;  and  by  the  opening  of  the  Ohio 
Central  it  is  confidently  expected  that  another 
year  will  show  a  great  reduction  on  the  disparity 
i«f  the  different  kinds  of  business  now  done, 
t  The  principal  financial  operation  for  the  year 
wa.s  the  negotiation  of  a  loan  of  five  million  dul- 
lars  from  the  city  of  Baltimore,  for  the  funding  of 
a  portion  of  the  Company's  floating  debt,  and  the 
construction  of  a  second  track  as  far  as  the  Coal 
Mines — 218  miles — the  single  one  being  found 
wholly  insufficient  Un-  that  purpose.  After  con 
siderablo  delays,  both  in  the  City  Council  and  the 
State  Legislature,  the  loan  was  obtained,  on  the 
understanding  that  S500,000  o(  it  were  to  be  kept 
aa  a  sinking  fund,  to  be  annually  inercased ; 
52,000,000  to  go  to  the  funding  of  the  debt;  and 
the  remaining  $2,500,000  to  the  construction  of 
the  second  track.  In  consequence  of  the  state  of 
the  money  market,  however,  the  Company  has 
been  able  to  realize,  up  to  date  of  Report,  only 
$1,287,370  89  from  the  sale  of  these  bonds.  Con- 
sequently, not  only  has  the  double  track  not  pro- 
ceeded as  rapidly  as  was  anticipated,  bat  the  Di- 
rectors have  had  to  use  the  net  income  of  the 


road  for  the  year,  to  meet  other  obligations  that 
had  come  to  maturity.  Regret  is  expressed  that 
the  stockholders  should  be  disappointad  in 
dividend  not  being  declared,  it  being  impossible  to 
make  one  in  the  circumstances  in  whick  they 
were  placed.  .    •, ,  ^  ^•  -v      ' 

The  Receipts  of  the  past  year  have  been  as  fol- 
lows: 
From  Passengers  (main  tj,-;?  ■ 

stem) $569,091  61    „  • .  ^ 

From  Freight  &.  Mails 

(main  stem) 3,076,517  92 

$3,645,609  43 

The  Expenses  for  the  same  period  were :    . 
For  Transport'n  (main 

stem) $872)806  61     -v,  ■  •, 

For     Repairs    of     all  >   .  V 

kinds  (main  stem)..  1,214,940  50     ••.      l'>:Vi/, 
For  General  E-xpenses  :  "^^^  '■ 

Losses,    &c.,  (main  •'.  •  •■    '.,i 

stem) 86,712  19 

2,173,468  90 


■■yjfi'S, 


Net  Revenue $1,472,160 

Per  centage  of  running  expenses  66^^, 
To  which  are  to  be  added : 

Extra  amount  of  ma- 
terials on  hand  over       .»        "  ' 
last  year *. .  $147,247  21 

Dividend    from   Stock 

in  Washington  Br'ch.     81,344  00 

Rent    of  Depot,    &c., 
chargeable  to  do. . . .      10,000  00 


53 


238,591  ai 


From  which  deduct :  ;..... 
Interest  on  Bonds  and  '  ' 

FloatiHgDebt 739,385  69 

Ground  Rents 25,998  84 

Loss  on'  sale  of  Bonds 

Mo.  6 121,768  85 


$1,710,741  74 


•.•.  ;r«r*'f. 


887,143  38 


Profit  and  loss  for  the  year . .  $823,598  36 

LIABILITIES  OK  THE  COMPANT. 

Stock  owned  by  In-  §  t-  ff 

dividuals $6,116,700  00 

Do.  by  city  of  Balti- 
more    3,798,200  00         .'^-j, . 

Do.  by  ci  ty  of  Wheel- 
ing       500,000  00 

Do.  by  State  of  Ma- 
ryland       685,500  00 

Scrip  not  funded. . . .         19,502  00 

Preferred  Stock 3,000,000  00 


Funded  Debt $7,5%,419  61 

Bills  Payable.  ......   2,129,769  86 

Floating  Debt 134,077  79 

Profit  and  Loss 1,902,247  00 


-$13,118,902  00 


11,762,513  76 


ToUl $24,881,415  76 

ASSETS. 

Oos.t  of  Road .- $18,184,888  77 

Rolling  power 2,976,427  40 

Real  Estate 1,058,533  72 

Central  Ohio  R  R $200,000 

N.  W.  Va.  R.  R 460,000 


Stock  in  Washington  Branch  R.  R. 
"      in  Pittsburgh  and  Connells- 

villeR.R 

Bonds  of  City  of  Baltimore 

Sinking  Funds 

Unsold  Bonds 

Material  on  band 

Debts,  Bills  Receivable,  &c 

Cash  on  hand 


650,000  00 
1,016,800  00 

17,500  00 
317,677  93 

30,547  66 

40,000  00 
318,894  61 
175,635  03 

95,610  86 


$24,881,416  76 


WASHINGTON    BRANCil. 

Receipts  from  passen- 
gers  $278,302  IJ  ' 

Receipts  from  Freight 
and  Mails 90,927  60 


■/■  re  .v  -,  tij.  r-"fi>.'i4>  i  iT-.-. 


■si-iiSriaiiiJ^^i^  •'  I 


»•  V      a.  i^Ki\i*-     i^ 


■w 


r-  la 


Expenses  for  Trans- 
porUtion $82,659  26 

Do.  for  Repairs 90,036  46 

General  Expenses,  Los- 
ses, &c. 8,676  94 


$369^9  63 


.'t^'-r'~i 


181,370  66 


Balance $187,858  98 

Per  centage  of  Working  Expenses  -^ 

49  1-lOth  per  cent. 
From  above  is  to  be  deducted  State 
Tax 62,877  63 

Leaving  net  Balance $124,981  45 

LIABILITIES    OP    DO. 

Stock $1,650,000  00  "H^^ 

Annuity 26,000  00  .. 

Unclaimed  Dues 16  10  i 

Profit  and  Loss 104,306  14 


ASSETS.  '.  :, 

Road,    Real    Estate, 

and  Equipments... $1,650,000  00 
Outstanding  Dues...        95,811  02 


$l,779,a21  24 


Bills  Receivable. 


33,510  22 


1,779,321  24 
The  following  is  a  summary  of  the  principal  ar- 
ticles of  freight  carried  on  both  roads  during  the 

year.  .^V;'-"".    .        I  ..Vfr>y3,>c,!-o*iT'^S'4 

Coal  carried  eastwardly 463,428  Tons. 

"         "       westwardly 49,490      " 

Livestock 18,776     ". 

of  which  ther  ewere  119,699  hogs ;  31,631  sheep ; 
10,017  homed  cattle ;  and  3,52i  horses  and  mules. 
No.  of  barrels  of  Flour  carried  on  both  roads, 
752,249.  t»  ••i'^^-  *  \  rr*  ^n*: 

The  total  tonnage  of  freight  carried  East  for 
the  year  was  661,597  tons,  which  included,  be- 
sides the  articles  above  specified  21,876  hhds.  to- 
bacco i  29,162  tons  provisions  -,  12,883  do.  iron 
ore  ;  and  9,707  tons  lard  and  butten 

The  total  amount  of  freight  carried  ffw^  was 

95,410  tons  which  are  principally  made  up  of  dry 

goods,  groceries,  grain,  "jug  iron,  &c. 

Number  of  passengers  caiziad  ooa  aula,  28,024,- 
143.  ;  Ivf/^-ii  ;  !  ..;^:r>  o;  .i 

Number  of  tons  of  freight  carried  one  mile,  iSl,- 

192,958. 

Particular  allusion  is  made  in  the  Report  to  the 
Coal  trade.  Over  the  main  line  the  quantity 
transported  last  year  exceeded  by  60  per  cent, 
that  in  1863.  The  revenue  from  this  single  article 
amounted  to  $1,134,628 ;  althongh  the  trade  was 
confined  to  nine  months  of  the  year,  in  conse- 
quence of  the  miners'  strike  in  the  early  part  of 
the  season.  But  for  this.  It  is  supposed  that  the 
quantity  would  have  been  at  least  550.000  tons, 
besides  that  transported  for  the  use  of  the  compa- 
ny. The  demand  for  coal  from  the  Maryland 
Mines,  is  increasing  very  rapidly,  and  the  Directors 
say  that  if  they  had  sufficient  accommodation,  at 
least  fifty  per  cent,  more  power  than  they  can  ap- 
propriate, might  be  employed  in  carrying  that  ar" 
tide.  Last  spring  an  advance  was  made  on  the 
rates  of  transporting  coal,  but  it  does  not  appear 
to  have  lessened  the  demand  in  any  perceptible 
degree.  Some  changes  towards  a  higher  rate 
were  made  on  live  stock,  and  with  a  similar  re- 
sult. 

The  condition  of  the  road  appears  to  be  much 
better  than  formerly.    Filly-one  miles  of  "strinf" 
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have  been  changed  to  cross-tie  track,  leaving  but 
twenty-one  miles  yet  to  be  changed.  This  is  ex- 
pected to  be  completed  by  the  flrst  of  .January^ 
noit,  and  will  contribute  greatly  to  the  sa'ety  of 
the  road. 
The  rolling  stock  consists  of  ,    . 

Number  of  Locomotives  of  all  kind 207 

"  Passenger  Cars 114 

r-  "  Freight  and  Coal  Cara 3,492 

"     "  Snow  Plough* 17 

of  which  there  have  been  received  daring  the  year 
4t>  locomotives,  16  passenger  cars,  aud  293  freight 
and  coal  cars. 

The  following   is  a  detailed  statement  of  the 
Expenses  of  Transportation  on  the  main  stem. 

For  Agents  and  Clerks $47,103  34 

Tonnage  Conductors  and  Brakemen...  121,697  20 

For  Passenger  do 22,874  28 

ForEnginemen 126,304  97 

F*  Firemen 63,305  13 

For  Tonnage  Teamsters.  . .  S18,264  58  ^  . 

For  Passenger  do 7,450  39  -    ^ 

20,704  97 

For  Maintenance  of  Stock  and  Harness  34,790  07 

For  Loading  and  Unloading  Call GG,788  67 

For  Preparing   Fuel  and  Filling  Ten- 
ders     37,267  90 

For  Oil «76,121  69 

6,831  19 

82,952  78 


For  Tallow  ...,.  ,r^., ,.,. 


ForWasW  .... 11,393  43 

For  Cord-Wood 78,973  40 

For  Coal 68,842  16 

For  Gas  and  Candles 4,286  59 

For  Stationery,  Printing,  and  Adver- 
tising      7,128  63 

For  Ethereal  Oil 1,008  58 

For  Telegraphing 2,806  58 

For  Cleaning  and  Getting  out  Engines..  47,089  13 

For  Sawing  and  Measuring  Wood 13,187  C5 

For  Miscellaneous 14,312  16 


S872,805  61 
The  other  expenses  have  been : 

Repairs  of  RaUway 8579,240  96 

^„       Bridges.......... 64,179  30 

^  Depots 18,380  98 

"  Water  Stations 19,194  42 

Watching  Bridges  and  Pumping  Water     16,712  99 

Repairs  of  Locomotives 290,611  85 

.    ■«  Passenger  Cars 41,876  90 

"*,*»'     .Freight  "  179,275  90 

Stationary  Machinery 22,278  37 

Losses  by  Accidents 27,178  12 

Salaries,  Rent,  Fees,  &c 42,821  88 


,^:  $1,300,653  39 

The  Report  speaks  in  flattering  terms  of  the 
agents  and  employees  of  the  road,  commending 
them  for  their  diligence  and  faithfulness. 


Hew  York  aad  Hew  Haven  Railroad 

The  better  opinion  seems  to  be  that  the  New 
York  and  New  Haven  Railroad  will  have  to  as- 
sume the  ov«r  issue  of  their  stock ;  that  is,  they 
will  have  to  refund  the  mcMiey  fraudulently  re- 
ceived by  Mr.  Schuyler— for  we  do  not  accept 
Judge  Hoffman's  dictum,,  that  the  fraudulent  stock 
constitutes  the  possesser  of  it,  a  stockhoUkr.  If  the 
company  are  held,  it  will  be  on  the  ground  ol 
"money  had  and  received." 

If  the  liability  of  the  company  should  take  this 
form,  the  effect  it  is  to  have  upon  their  bonds  be- 
come an  important  consideration.  These  bonds 
are  not  secured  by  a  mortgage.  It  is  competent, 
therefore,  for  the  company  to  prefer  other  claims- 
to  them.  A  judgment  creditor  for  money  paid 
for  the  fraudulent  stock  might  also  get  a  prefer- 
«Q«e,  the  boDdholders  having  no  cans*  of  action 


(provided  their  inlei  est  be  paid;,  lill  the  maturity 
of  their  bonds. 

Under  such  a  btate  of  facts,  what  is  the  duty  of 
the  comp.iijy  1 — to  allow  the  rights  of  bondholders 
to  be  periled,  either  by  a  new  mortgage,  or  by  the 
claims  of  subsequent  creditors :  or,  to  carry  out 
what  was  certainly  the  original  understanding  be- 
tween the  company  and  its  bondholders,  that  the 
latter  had  a  positive  security  in  the  value  of  the 
road,  and  in  its  freedom  from  liabilities?  It  was 
with  this  understanding  that  the  bonds  were 
sold.  Now,  should  not  the  company  continue  this 
understanding,  by  executing  to  the  bondholders 
a  mortgage  upon  the  road,  even  at  this  late  day"? 
If  equity  is  to  be  done  in  the  premises,  is  there 
any  question  as  to  the  duty  of  the  stockholders'? 

We  throw  out  these  suggestions  for  w'bat  they 
are  worth.  In  meeting  the  present  crisis,  it  is 
proper  that  everything  affecting  the  rights  of  all 
parties  interested  in  the  road  should  be  consider- 
ed ;  especially  the  equities  between  the  holders  of 
of  the  fraudulent  stock,  and  the  bondholders. 


Terre  Haute  and  Rlebniond  Railroad . 

Preiident,  S.  Crawford  ;  Vice  President,  E.  T. 
Peck ;  Super IntendeiU,  S.  Ucustis  ;  Secretary, 
Charles  Wood  ;  Treasurer,  John  Scott ;  Directors, 
D.  Deming,  C.  Rose,  A.  McGregor,  W.  D.  Gris- 
wold,  C.  Warren,  W.  H.  Thomburgb,  and  John 
Crawford. 

Principal  and  Transfer  Offices,  Terre  Haute,  In- 
diana. 

Close  of  Financial  year,  Dec.  31st.  , 

The  act  of  Incorporation  was  passed  January 
6th,  1847.  By  it  they  were  empowered  to  construct 
a  railroad  from  "  some  point  on  the  western  line 
of  the  State  of  Indiana,  through  Terre  Haute, 
Greencastle  and  Indiannapolis,  to  Richmond,  in 
the  county  of  Wayne."  The  afithorized  capital 
was  S800,000  (to  be  increased  if  the  directors  saw 
fit)  in  fifty  dollar  shares.  Tho  usual  privileges 
are  granted  to  the  company,  and  the  ordinary 
powers  to  their  officers.  The  road  was  required 
to  be  commenced  within  five,  and  finished  in  fif- 
teen years.  The  rates  of  toll  were  left  to  the  op- 
tion of  the  company,  only,  when  the  aggregate 
amount  of  dividends  shall  have  amounted  to  the 
full  amount  invested,  and  be  paying  annnally  10 
per  cent,  thereon,  the  Legislature  have  the  right 
so  to  regulate  tho  fares,  that  not  more  than  16 
per  cent,  dividend  shall  be  declared.  The  coua- 
missioners  of  counties  through  which  the  road 
passes,  have  the  right,  within  five  years,  ofsub- 
scribihg  on  behalf  of  their  counties,  to  the  stock. 
The  corporation  are  permitted,  by  contract,  to  in- 
tersect with  any  other  road.  To  the  State  are 
reserved  the  rights  of  transporting  troops  over  the 
line  gratuitously  in  time  of  war,  and  also  to  pur- 
chase the  concern  after  25  years,  at  a  fair  valua- 
tion, should  the  Legislature  so  decide.  The  com- 
pany are  prohibited  from  engaging  in  trade  of  any 
kind,  beyofld  iheir  legitimate  business,  under  any 
pretence  whatever.  The  Directors  are  responsi- 
ble for  any  debts  contracted  beyond  the  stock 
subscribod.  These  privileges  are  all  conferred  in 
the  original  act ;  no  amendments  of  any  conse- 
quence having  been  asked  for,  except  a  few  to 
facilitate  the  collection  of  subscriptions,  &ai 
punish  parties  willingly  ii>juring  the  road,  &c., 
&c.  ' 

The  ffrst  estimated  cost  of  the  road  was  $1,- 

1186^92.  .-v;v^i%;/:  ^^^..i.:^!^  :■■: 


Gross 

Receipts. 

1852. 

.$105,943.87 

1868. 

.    177,995.07 

1854. 

.  *163,753.41 

Passengers. 

1862. 

....S64,707.26 

1853. 

....10l),130.90 

1864. 

....    99,698.20 

On  the  20th  December,  184b,  the  hr&t  divi^iua 
of  32  miles  from  Terr«  H<-iutd  to  Greenca.stle,  was 
put  under  contract.  The  second  division  of  20 
miles  frem  In4iannapolis  was  begun  D<'cemlKT 
20th,  1849.  The  third  division  also  of  20  miles 
was  commenced  May  10th,  1860.  The  line  was 
opened  throughout  on  February  16th,  1862,  for 
freight  and  passengers. 

The  pattern  of  rail  used  is  the  T  kind  weighing 
601b.  to  the  yard.  The  cost  of  the  road,  Septem- 
ber 30th,  1852,  was  81,311,672  ;  in  1853,  SI  ,414,- 
284;  and  in  1854,  $1,443,692;  besides  S26.641. 
being  one-fidh  the  cost  of  Union  track  and  depot 
at  Indiannapolis,  Total  $1,469,333  or  $20,841  per 
mile. 

The  following  is  a  statement  of  the  Gross  »nd 
Net  Receipts,  Current  Expenses,  Rates  of  Divi- 
dend, &c.,  for  the  last  three  years. 

Current         Net  Re-    Divi- 
Expcn-ses.         ccipts.     dend. 
S34,497.82    &71,44G.05    4 
60  3.31.87     111,046.60     7)4 
00.610.05    103,143.86  fS 
Receipts  for         Miscel- 
Freight.  lancous. 

$36,463.64  $4,773.0/ 
58,244.70  10,600.31 
54,672.34  9,482.86 

Total  probable  receipts  for  the  year  $245,000. 
Dividend  10  per  cent,  for  the  year. 
♦Receipts  or  nine  months.  . 

.   fDividend  for  six  months  of  1854. 

The  amount  of  their  Capital  Stock,  as  stated 
above,  was  $800,000,  with  permission  to  incrcaso 
the  same  to  any  amount  necessary.  All  the  .sub- 
scription received  from  corporate  bodies,  was 
$60,000  from  Vigo  County,  for  which  the  Commis- 
sioners issued  County  Bonds  at  6  per  cent,  for 
that  amount. 

On  the  Ist  Jan.  1860,  the  Receipts  were.  .$103,886 

"         "    1851,  "  "   ..   235,312 

"    1852,  "  ••   ..   362,262 

"        "    1853,  "  "  ..   632,387 

"    1864,  "  "  ..   7;{8,660 

80th  Sepf     "  •'  "   . .   917,000 

The  company  originally  issued  $600,000  seven 
per  cent.  Convertible  Bonds,  payable  1st  March, 
1866,  and  secured  by  mortgage  on  tho  road,  and 
the  personal  properly  of  the  stockholders.  These 
were  taken  by  the  "  Farmers'  Loan  and  Trust 
Company  '  of  New  Yerk,  as  Trustees.  The  inter- 
est was  made  payable  semi-annually,  on  March 
1st  and  September  1st,  at  the  office  of  the  F.  L.  Sl 
T.  C.  in  N.  Y.  Of  the  above,  $137,000  have  been 
converted  into  stock,  within  the  present  year; 
leavmg  $463,000  outsUnding,  at  30tb  September 
last.  An  issue  of  six  per  cent,  convertibles  to  the 
amount  of  $63,000,  was  also  made  by  the  compa- 
ny on  the  1st  January,  1860,  and  payable  in  five 
years,  with  interest  semi-annually.  Of  these  there 
had  been  surrendered  and  converted  into  stock, 
up  to  30th  September  last,  $37,400,  leaving  $25,- 
700  payable  1st  January,  1855. 

The  amount  of  Floating  debt  at  1st  January 
last,  was  $74,632.  .■./..      ■  .',4:<Vj.*^^jii-:. 

The  following  Dividends  have  tteeo  pdd  hf  the 
company. 

Jan'y  1,  1853, 4  pr  ct.  on  $6-^2,387  10=S25,204  24 
July  1,  "  Z%  "  734,685  60=  25,710  49 
Jan'y  1,  1864  4  "         788,650  00;^   2H.54C  00 

July   1,     "     6  "         893,100  00=    44,655  00 

Amount  of  earnings  expended  in  construction, 
$61,695.  No  Preference  Btock  has  been  created 
by  the  company.  "' .     ."   "J 


fiqp*s^7«<js»;ia^*A*^  #;3^»jjri*i;«9«H^  » .i/i -isy '  r»<j-.  r,  >;■- w^.--. 


.■*<■ . 


.  !•■ 


«i. 


.rfi'.j 


SOS 


•   *^  ■UL  \.t-TmM  k\ 


•;.>.•. •^■f.'jr.-' 


■  -^S.i  »''iii  "lii'wwuiBiw 


4MEH1CAN    RAILROAD    JOURNAL 


tfti  ISTi*!' 


No  part  of  the  road  is  constructed  with  double 
track.  The  leoglh  of  the  line  is  73  miles ;  leogth 
of  sidings,  8  miles  j  gauge  4  feet  £)^,  ballasting 
from  12  to  18  inches.  The  road  is  in  good  order, 
and  well  equipped.  The  Pepots,  Engine  Houses, 
Shops,  Wood  Houses  and  Water  Stations  are  all 
In  good  condition.  The  Rolling  Stock  consists  of 
14  Locomotives  valued  at..$76,000  00 
12     Passenger,    Mail    and 

Baggage  Cars 22,000  00 

190  Freight  Cars 110,000  00 

Gravel  and  other  Cars ....      4,000  00 

S211,000  00 

Besides  wheels  and  axles  for  26  more  cars  to  be 
constructed  as  the  demands  of  the  business  re- 
quire. 

ITEMS   PROM    CONSTRUCTION    ACCOUNT. 

Engineeruig. $17,914  67 

Grubbing,  Grading,  and  Bridging 369,122-97 

Nails,  Spikes,  Chains,  Cross-Ties,  and 

Laying  Tracks 480.390  33 

Ballasting 56,396  69 

Fencing 4,866  17 

Contingencies 21,646  87 

Right  of  Way 6,983  91 

Real  Estate 13,117  12 

Buildings  and  Furniture 67,195  15 

Equipment 230,749  31 

Interest  and  Discount  on  Bonds 158,220  66 

Stationary  Machinery 17,089  84 


SI  ,443,691  99 
To  which  is  to  be  added  one-fifth  in- 
terest in  the  Union  Depot  at  In-  ;/• . 
dianapolis 25,640  78 


Making  a  total  of $1,469,332  77 

The  number  of  through  passengers  carried 

in  1863,  was 32,155 

Do.  of  way  do 56,666 


Total 88,821 

Receipts  from  through  passengers $62,001  37 

"  "way  "         47,129  59 


'  8109,130  96 

"     Freight 68,244  70 

"     Mail  and  Express  .......   10,600  31 


S177,976  97 

Miles  run  by  Trains  (Passenger) 50,308 

Do.    .        -   ( Freight) 47,020 

'      Do.      .'         (Gravel,  &c.) 32,139 


129,467 

COPT   or   BALANCE   SHEET. 
T\rre  HaiUe  and  Richmond  Railroad  Co. 
Dr. 

Construction $1,414,284  50 

Union  Depot,  dtc 21,241  45 


Bills  Receivable' 

Mail  Transportation . . . 
Duo  from  other  Roads . 

Vigo  Co.  Bonds 

Cash  on  hand 


81,486,526  96 
9,504  20 
1,826  00 
4,091  06 
11,400  00 
8,240  83 


<}h. 


$1,470,687  04 


CapiUl  stock $738,650  00 

Seven  per  cent.  Boads *600,000  00 

Six  per  cent,  do *28,600  00 

Certificates  of  Interest  on  Stock  out- 
standing    484  86 

Bills  Payable *38,774  20 

Dividends  unpaid 80,410  63 

Sundries 4,962  32 

Surplus 28,705  03 


Dra'wrlnga  of  Alaohlnery. 

We  invite  attention  to  the  advertisement  in  this 
number  for  a  situation  as  draughtsman,  by  one 
who,  wo  have  reason  to  believe,  is  thoroughly  ac- 
quainted with  the  business. 

As  times  are  somewhat  dull  just  now,  manu- 
facturing establishments  will  naturally  turn  their 
attention  to  experiments  of  improvements  in  ma- 
chinery, and  getting  out  new  patterns  ready  for  the 
return  of  the  flood  tide  which  must,  ere  long,  roll 
back  upon  them,  overwhelming  them  with  business 
to  the  exclusion  of  all  projects  for  improve- 
ments. 


Amertean  Railroad  Journal. 


Saturday,  December  SSt  1894. 


$1,470,587  04 


*  Sutement  as  made  at  Ist  Jan'y,  1854.  These 
amounts  have  been  considerably  changed  since 
th»t  date. 


How  are   Railroads  to  be  Managed  1 

lu  all  enterprizes  requiring  the  co-operation  of 
a  large  number  of  persons,  and  iuvolving  com- 
plicated operations,  an  unity  of  interest,  and  of 
purpose,  is  essential  to  success.  Take  an  estab- 
lishment for  tha  manufacture  of  cotton  cloth. 
Here,  every  kind  of  service  is  paid  by  the  piece. 
The  compensation  is  always  proportioned  to  the 
amount  and  value  of  the  labor  performed.  The 
interest  of  the  operative  and  the  principal  is  thus 
brought  into  exact  harmony,  and  both  labor  to- 
gether to  the  same  result.  This  mutuality  of  inter- 
est becomes  a  principle,  or  rule  of  conduct,  that 
actuates  the  whole  establishment,  securing  indus- 
try, faithfulness,  vigilance,  and  harmony  on  the 
part  of  every  member  from  the  highest  to  the 
lowest. 

Success  in  similar  enterprizes  is  hardly  possible 
except  under  similar  conditions. 

Our  roads  are  economically  btiilt,  because  the 
principle  of  mutual  interest  and  co-operation 
prevails  in  their  construction.  The  aid  of  a  large 
number  of  contractors  is  secured,  who  are  paid  by 
the  piece  at  a  reasonable  profit.  Competition  al- 
ways protects  a  company  against  exorbitant  prices. 
The  contractor  makes  his  money  rather  by  what 
he  saves,  than  what  ho  gets  ;  and  as  long  training 
and  experience  have  taught  him  the  art  of  accom- 
plishing the  greatest  possible  amount  of  work 
with  the  least  outlay,  our  roads  which  are  well 
managed,  and  where  there  is  no  lack  of  means, 
are  built  at  a  very  low  cost. 

But  as  soon  as  a  road  is  completed,  that  ibode 
of  conducting  elaborate  operations,  which  is  con- 
sidered essential  to  success  in  all  other  enter- 
prizes, is  abandoned.  It  becomes  an  important 
consideration,  therefore,  whether  railroads  can  be 
successfully  conducted  in  any  other  manner,  and 
whether  there  be  any  obstacles  in  operating  them, 
upon  the  principle  of  mq^al.  interest  and  co- 
operation. * 

It  is  well  understood  that  to  succeed  in  the  or- 
dinary branches  of  manufacturing,  not  a  jwnny 
can  be  lost.  This  is  the  reason  why  every  em- 
ployee of  a  company  is  paid  according  to  the  i-aliLe 
of  his  labor.  Such  person,  therefore,  performs 
the  greatest  possible  amount  of  labor,  as  the 
means  of  increasing  his  wages  in  an  equal  degree. 
But  were  a  person  pAid  by  the  day,  then,  in  ordi- 
nary cases,  his  great  aim  in  the  end  would  be  to 
perform  as  little  service  as  possible  for  his  wages, 
la  the  oae  case,  success  is  the  easy  and  certain  re- 


sult. In  the  other,  failure,  equally  certain.  Now 
railroads  are  conducted  upon  a  principle  which, 
as  we  have  shown,  would  prove  fatal  to  success  in 
other  enterprizes.  But  railroad  companies  are  li- 
able to  suffer  much  more  than  any  other  interest 
from  ignoring  the  principle  of  mutual  co-opera- 
tion. In  a  cotton  manufactory,  it  is  easy  to  place 
every  workman  under  the  eye  of  an  experienced 
superintendent.  If  the  former  commits  a  mistake, 
he  only,  as  a  general  rule,  involves  the  value  of 
his  own  labor ;  and  that  for  a  very  short  time.  On 
a  railroad,  on  the  other  hand,  a  vast  nomber  of 
men  must  be  employed  who  have  to  be  lefl  to 
themselves,  and  to  whom  an  overseer  does  not 
supply  the  lack  of  principle.  A  vast  consequence 
often  hangs  upon  the  act  of  the  humblest  person 
employed  on  the  road.  The  slightest  carelessness 
of  the  switch-tender  may  precipitate  an  immense 
amount  of  property,  or  a  great  number  of  valuable 
lives  to  instant  destruction.  The  want  of  training 
or  carefulness  on^he  part  of  the  engine  driver 
may  be  followed  by  equally  disastrous  results. 
The  power  to  do  mischief,  or  the  waste  and  de- 
struction resulting  from  carelessness  or  incom- 
petency, is  tenfold  greater  on  a  railroad  than  any- 
where else.  Theru  i.s,  consequently,  tenfold  great- 
er need  of  the  proper  and  only  corrective,  an  in- 
terest on  the  part  of  a  svjicienl  number  of  em/ployees 
on  a  railroad  in  the  results  of  their  labors. 

It  may  be  asked,  if  railroads  are  conducted 
upon  principles  radically  false,  why  so  many  of 
them  have  proved  so  successful.  One  reason  h, 
that  till  competition  brings  down  the  rates,  com- 
panies charge  a  sum  sufficient  to  cover  their  los- 
ses ;  and  further,  in  the  early  stages  of  the  opera, 
tions  of  a  road,  the  causes  described  do  not  mani- 
fest themselves  in  their  full  force.  The  early  ad- 
ministration, as  a  general  rule,  is  characterized  by 
a  greater  degree  of  integrity  and  faithf\ilncss  than 
its  subsequent  administration .  Hence  a  road  often 
starts  ofi*  with  flattering  evidence  of  success,  which 
afterwards  becomes  involved  in  difficulty  from 
faultless,  or  incompetent  management.  In  Eng- 
land the  value  of  railroad  property  has  steadily 
deteriorated.  Has  not  the  tendency  which  pro- 
duced such  results  there,  manifested  itself  in  this 
country  1  |Look  at  the  numerous  railroads  enter- 
ing Boston.  The  profits  of  these  roads  culminated 
in  1847,  nearly  8  years  ago,  though  the  gross  re- 
ceipts have  steadily  increased  since  that  date. 
What  right  have  we  to  suppose  that  similar  results 
will  not  show  themselves  in  other  parts  of  the 
country,  as  soon  as  its  roads  shall  have  a  history  t 
Uave  we  a  right  to  suppose  that  railroads  can 
succeed,  only  by  being  conducted  upon  the  prin- 
ciples acknowledged  to  be  essential  to  success  in 
all  similar  enterprizes  ?  Have  we  any  right  to  ex- 
pect for  them  an  immunity  from  the  laws  that 
control  similar  cases  1  Is  not  such  an  exception  im- 
possible in  any  department  of  industry,  particular- 
ly in  railroads,  which  are  most  liable  of  all  to  suf- 
fer from  the  causes  named  1 

In  order  to  see  what  would  be  gained  by  the 
plan  proposed,  we  will  take  as  an  illustration,  the 
New  York  and  Erie  Railroad.  We  assume,  what 
we  believe  to  the  fact,  that  the  road,  according  to 
the  ordinary  standard,  is  well  managed.  But 
even  in  this  road  there  must  be  enormous  leaks 
which  no  prudence,  foresight  or  capacity  of  the 
superintendent  can  stop.  The  extent  of  bia  du- 
ties renders  a  personal  supervision  of  the  greater 
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part  of  the  operations  of  the  road  impossible.  He 
can  only  be  felt  through  subordinates.  His  great 
office  and  duty  is  to  secure  harmvny  of  action 
between  the  different  parts  of  the  vast  machinery 
ander|bis  charge.  But  the  harmony  which  restraint 
imposes  is  always  at  the  expense  of  a  certain 
portion  of  the  efficient  power  of  the  agent,  while 
that  springing  from  the  unity  of  interest  and  of 
purpose  is  not  only  more  perfect  in  its  kind,  but 
vastly  increases  th^  power  of  the  individual.  The 
one  develops  ;  the  other  destroys  his  morale. 

To  secure  the  value  and  effective  co-operation 
of  the  employees  on  a  road,  their  interests  must 
be  made  to  harmonize  with  their  duties.  The  prin- 
ciple of  action  springing  from  a  mutuality  of  in- 
terest must  animate  every  person  employed.  As 
a  road  is  now  conducted,  the  whole  force  on  it  is 
in  a  chaotic  state,  in  which  the  centrifugal  force, 
which  leads  a  man  to  regard  his  own  comfort  and 
advantage,  is  quite  as  strong  as  the  centripetal, 
which  should  lead  him  to  prefer  to  his  own,  the 
advantage  of  the  compaay  that  employs  him.  We 
do  not  instance  the  above  company  as  an  excep- 
tion, (for  we  believe  it  to  be  well  managed  under 
the  present  system,)  but  as  the  rule. 

Suppose  the  Erie  Company  were  to  lease  their 
road  for  a  period  of  five  years,  say,  at  60  per  cent, 
of  its  receipts,  to  a  private  company  composed  of 
ten  men,  all  of  them  as  competent  in  their  re- 
spective departments  to  be  assigned  them  as  is 
the  present  superintendent.  To  one,  would  be  al- 
lotted the  superintendence  of  repairs  of  track  ;  to 
another,  of  machinery ;  to  a  third,  the  passenger 
traffic ;  to  a  fourth,  the  freight ;  to  a  fifth,  the  re- 
ception and  disposition  of  freight,  &c.,  &c.;  each 
of  the  departments  to  be  also  subdivided,  with  a 
proper  interest  to  various  subordinates.  Suppose 
for  instance,  that  in  addition  to  their  ordinary  sa- 
laries, a  premium  of  S500  be  offered  to  every  en- 
gineer who  should,  during  the  year,  run  a  given 
number  of  miles  at  a  minimum  cost ;  (taking  fuel^ 
wear  and  tear,  and  accidents,  &c.,  into  considera- 
tion) ;  S400  to  such  as  should  come  up  to  another 
limit ;  $300  to  those  that  came  within  the  third, 
&c.,  &c.  Does  any  one  doubt  that  a  vast  saving 
would  be  effected  7  Suppose  similar  rewards  were 
offered  for  meritorious  conduct  in  other  depart- 
ments, which  rewards  in  fact  would  be  a  part  of 
the  saving  effbcted  in  each ;  is  there  any  question 
that  such  a  system  of  compartnersbip  would 
reduce  expenses  33  per  cent,  below  their  present 
amount  1  We  have  no  doubt  of  it.  We  have  no 
doubt  such  would  be  the  conviction  of  every  mas 
experienced  in  railroad  affairs.  No  man  who  will 
reflect  upon  the  saving  to  be  affected  by  making 
the  pay  of  the  employee  dependent  upon  the 
value  of  the  service  he  performs,  can  come  to  any 
other  conclusion. 

There  is  probably  no  branch  of  industry  or  en- 
terprize  where  there  is  so  much  incompetency  to 
the  dutiei<i  assigned  them,  as  among  employees  on 
railroads.  The  reason  is  obvious.  As  a  general 
rule.  Directors  have  no  acquaintance  with  the 
practical  working  of  railroads.  Thay  are,  conse- 
quently, not  judges  of  the  qualifications  of  their 
employees.  Su6h  employees,  as  before  shown, 
have  not  the  proper  stimnlants  for  leading  them 
to  qualify  themselves  for  their  respective  callings. 
They  have  fixed  compensations,  which  are  neither 
dimio!  hed  nor  increased  by  t^ie  value  of  the  ser- 
vice t  fy  may  perform,    ''he  great  stimulus  to 


improvement  is  wanting.  If  a  road  is  well  man- 
aged, it  may  be  cwing,  perhaps,  to  the  qualities  of 
one  individual,  the  Superintendent.  When  he 
leaves  the  road,  anarch^,  mismanagement,  and 
failure  may  be  the  results.  A  competent  person 
does  not  always  appear  to  fill  the  place  vacated. 
Hence  the  uncertainty  which  is  felt  to  prevail  in 
the  value  of  railroad  investments.  Npw  suppose 
all  the  roads  in  the  Union  were  worked  by  con- 
tract in  the  manner  proposed.  Is  it  not  plain 
that  every  employee  upon  them  woul4  have  his 
eye  on  the  best  roads  in  the  country,  and  make 
the  control  of  such  road  the  height  of  his  amb- 
ition 1  Any  person  employed  on  a  railroad  would 
have  a  constant  stimulus  to  -improve  hynself,  ac- 
cording to  his  capacity.  Were  the  road  let  to  a  pri- 
vate co'y,  frequent  vacancies  would,  of  course, 
occur  in  such  company,  to  be  filled  by  the  most 
meritorious  employee  on  it.  ■■   ■-■<'';^r'-  v.-"  •'•  vl 

Such  a  stimulus  would  have  the  eflfect  to  fil  len 
men  to  fill  any  vacancy, in  the  managing  direction. 
One  change  might  lead  to  a  dozen  other  pro- 
motions, so  that  every  employee  would  be  in  the 
direct  line  of  preferment.  With  such  inducements, 
no  further  care  would  be  required  to  qualify  men 
for  the  discbarge  of  their  duty ;  as  the  strongest 
possible  motive  would  certainly  be  presented. 

We  do  not  believe  there  is  any  Insurmountable 
obstacle  in  realizing  of  the  plan  suggested.  There 
might,  in  some  companies,  be  some  apparent  dif- 
ficulties in  the  way  ;  but  these  would  arise  rather 
from  the  magnitude  of  the  undertaking  than  any- 
thing else.  So  far  as  the  vaerGvuinagement  is  concm- 
ed,  this  could  be  carried  on  by  parties  working 
for  themselves,  as  well  as  for  the  Railroad  compa- 
ny. Before  a  road  is  leased,  it  should,  if  possible, 
be  placed  in  good  running  order,  with  a  sufficient 
equipment.  The  condition  of  both  should  be  de- 
finitely ascertained  by  competent  parties,  as  se- 
curity that  the  road  would  be  kept  up,  ascertain 
per  centage  might  be  reserved  by  the  company 
sufficient  to  cover  all  risks.  Oth^r  details  could 
be  arranged  with  equal  facility.  We  are  confident 
that  all  the  apparent  difficulties  w  ould  be  easily 
resolved,  upon  proper  investigation  and  inquiry. 

By  the  leasing  of  a  road  a  vast  saving  would  be 
effected,  not  only  in  the  manner  described,  but 
in  obtaining  a  better  ordered  system  of  finances, 
to  which  the  Directors  would  have  full  time  to  de- 
vote themselves — an  advantage  certainly  worthy 
of  consideration.  .1  >n  y.  '.  H^ ' 

We  think  that  the  plan  proposed  would  have  a 
decided  tendency  to  check  the  over-construction 
of  Railroads.  Where  parties  could  not  be  found 
who  would  contract  at  the  outset  to  pay  one-half 
of  the  earnings  of  the  company,  this  would  be 
conclusive,  and  taken  as  good  evidence  against 
expediency  of  its  construction.    "■''^"'  *''" 

We  forbear  working  out  in  the  present  number 
the  details  of  the  plan  suggested.  These  we  re- 
serve to  another  occasion.  We,8o1icit  attention  to  the 
subject.  In  the  discussion  of  It,  we  wish  every 
person  to  ask  himself  wliether  railroads  can  suc- 
ceed, unless  they  are  subjected  to  the  same  rules 
and  conditions  acknowledged  to  be  necessary  to 
success  in  all  similar  undertakings'?  Further, 
whether  such  rules  and  conditions  are  not 
much  more  necessary  to  the  success  of  Railroads, 
than  in  any  other  operations. 

We  shall  pursue  the  discussion  of  this  important 
subject.  . 


Katlways  In  Camada. 

The  following  is  a  schedule  of  the  several  com- 
panies incorporated  for  the  construction  of  rail- 
ways in  Canada,  from  the  date  of  the  first  charter 
(25th  of  February  1832,)  to  the  close  of  the  ses- 
sion of  1852. 

^^-  Amount  No.  of  No.  of 

Name  of  Company  Incorpor-      of  miles  un-    miies 

aied.  Capital,  der  cont.  comp. 

Champlain  &.  St.  Lawrence  S200,000       —        16 

Branch  lines  of  do 30(^,000        —        62 

Cobourg 1,600,000  chartrexp'd 

Great  Western  &  brancheslO.OOO.OOO  66  240 
Hamilton  and  Port  Dover.  2,000,000       40       — 

Erie  and  OnUrio 600,000       —    17>^ 

Toronto  and  Lake  Huron..  2,000,000 not  com'ced 

Niagara  and  Detroit 2,000,000  chart'r  exp'd 

Huron  and  Ontario 1 ,400,000  chart'r  exp'd 

Quebec  and  Province  Line  —     chart'r  exp'd 

London  and  Devonport. . .      200,000  chart'r  exp'd 

Canada  Union 400,000  not  com'ced 

Upper  and  Lower  Ottawa.      120,000  chart'r  exp'd 

Eastern  Townships 600,000  chart'r  exp'd 

St.  Lawrence  and  Atlantic  —     See  G.  Trunk 

Montreal  and  New   Vork..   3,460,000        —        49 

Branch  of  120  miles —      not  com'ced 

Montreal  and  Kingston.. .  4,000,000  not  com'ced 
Wolfe  Island,  Kingston  and 

Toronto 4,000,000  chart'r  exp'd 

Peterboro' and  Port  Hope.  1,000,000  109  — 
Hamilton  and  Toronto 1,800,000       46       — 

Branch —  32       — 

St.  Lawrence  and  Industry  48,000  —  13 
Woodstock  and  Lake  Erie.  2,000,000        75        — 

By  town  and  Britannia 40,000  chart'r  exp'd 

Carillon  and  Greenville...  240,000  —  12 
Canada,  New  Brunswick, 

and  Nova  Scotia  —  , . .  8,000,000  not  com  ced 
Montreal      and     Province 

Line  Junction 300.000  not  com'ced 

Toronto  and  Goderich 3,000,000  cht'r  rep'I'd 

Montreal  &Verm'tJunct.  400,000  68  — 
Ontario,  8imcoe*&.  Huron.  2,000,000      43^    92>^ 

Branch 1,000,000       60       — 

St.  Lwrence  and  Ottawa. . .  —      not  com'ced 

Industry  and  Rawdon 36,000       —       10 

Quebec  and  Richmond —     See  O.  Tmnk 

Quebec  and  St.  Andrews..  3,000,000  not  com'ced 

Bytown  and  P/escott 6,000,000        ~       63 

Kingston  and  Toronto ....  3,000,000  not  com'ced 
Toronto  and  Guelph }    /t     i   j  j  •    ^   ™ 

Extension  of  do }   (Included  m  G.  Trunk) 

Wolfe  Island 200,000  not  com'ced 

Grand  Trunk  of  Canada. . .  16,000,000       —       — 
Increased  by  amalgama- 
tion of  companies  to..  .38,000,000      720      392 
Grand  Trunk  of  Can.  East. (Included  in  Q.  Trunk  ) 

Cobourg  and  Petersburg..  —  26 

Gait  and  Guelph 660,000        16        

Grand  Junction ....  , (Included  in  G  Trunk  ) 

Buffalo,      Brantford     and 

Goderich 4,000,000       78       80 

North  Shore  Railway 2,400,000      146        

London  and  Port  Sarnia. . .  2,000,000  60  —- 
Montreal  and  Bytown....  2,400,000      120       — 

Megantic  Junction 400,000  not  com'ced 

Port  Whitby  and  Lake  Hu- 

'"O" —      not  com'ced 

Brockville  and  Ottawa. . .  2,000,000  130  .— 
Stanstead,    Sbefford    and 

Chambly 3,000,000        95        — ' 

London  and  Port^tanley.      600,000       26        

Vandreuil 1,000,000       34        — 

Cutaraqui  and  Peterboro..  1,600,000  not  com'ced 
Port  Dalhousie  and  Thor- 

old 300,000         5         4 

Bytown  and  Pembroke. . .  1,600,000  not  com'ced 
Peith  and  Kemptville ....  600,000  not  com'ced 
Pnnce  Edward 1,400,000  not  com'ced 

Totol  number  of  charters  granted  to  railroad 
companies,  66  ;  number  of  companies  who.sn  chai  - 
ters  have  expired  from  nan  user,  10;  number  of 
companies  which  have  not  as  yet  commenced  laying 
down  their  roads,  14 ;  number  of  roads  now  in  the 
course  of  construction  in  the  proTince,  32.    Be- 
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longing  to  the  latter  class,  1,193  miles  Lave  been 
completod,  and  2,022  are  more  or  less  advanced, 
besides  a  vast  number  of  miles  of  road  which  have 
not  yet  bten  commeuced.  'uj  •■■y: 

Railroad  Convention  at  Cle-veland. 

A  meeting  of  the  Representatives  from  the 
principal  railroads  between  the  sea  board  and  the 
Mississippi,  and  north  of  the  Ohio  river,  was  held 
at  Cleveland,  on  the  28th  November.  Among  the 
roads  represented  were : 

Boston  and  Worcester,  ■.  •  -   •  .   •'     .•  • 

Western  (Mass.,) 

New  York  Central, 
"      and  Erie, 

Pennsjlvania,   '/'■.''     V    ..• ' 

Baltimore  and  Ohio, 

Philadelphia,  Wilmington  and  Baltimore, 

Ohio  and  Pennbylvania,  .    .  -  j  i^:^ 

Ohio  Central,  'J 

Cleveland,  Columbus  and  Cincinnati, 

Ohio  and  Mississippi, 

Steubenville  and  Indiana,  ,'  s- 1. 

Michigan  Central,  *  r  sr"    .<  jst,.  , 

"         Southern,  &.C.,  Sec.  "     : 

During  the  past  seaspn  a  series  of  meetings  has 
been  held  iu  New  York,  Philadelphia,  Buffalo, 
&c.,  to  regulate  in  common  various  matters  con- 
nected with  the  railroad  interests  of  the  country ; 
such  as  the  employment  of  runners ;  free  passes ; 
through  tickets,  and  rates  of  fare  for  Passen- 
ger, Freight,  and  Mail  Transportation.  On  the 
organization  of  the  convention,  a  committee  of 
one  from  each  road  represented  was  appMnt^, 
who  reported  the  following  Resolutions  which 
were  adopted  by  the  meeting. 

Resolved,  That  on  and  after  the  Ist  of  December 
next,  the  several  lines  hero  represented  will  dis- 
continue the  employment  of  runners  and  solicitors 
of  passengers,  and  will  discountenance  the  em- 
jjloyment  of  all  such  by  railroad  and  steamboat 
lines;  and  that  no  commission  shall  be  allowed 
for  procuring  passengers,  either  directly  or  indi 
rectly.  •     .    f 

Resolved,  That  no  office  for  the  sale  of  tickets 
be  allowed  other  than  the  ticket  offices  at  the  depots 
of  the  several  companies,  except  at  Buffalo,  St, 
Louis,  Chicago,  New  York,  Boston,  Rochester, 
Pittsburg,  Cincinnati,  Cleveland,  Columbus,  Phil- 
adelphia, Louisville,  Baltimore,  Washington  City 
and  Wheeling. 

Resolved,  That  no  free  pass  will  hereafter  bo  is 
sued  or  renewed  to  any  shipper  or  forwarder  of 
freight,  as  such. 

Resolved,  That  no  return  pass  will  be  issued  to 
any  owner  or  driver  of  stock,  nor  will  any  such 
owner  or  drivw  be  passed  free  on  any  other  train 
than  that  which  conveys  his  stock. 

Resolved,  That  in  the  judgment  of  this  conven- 
tion, no  general  pass  ought  to  be  issued,  except 
to  the  President,  Superintendent,  principal  ticket, 
or  passenger  and  freight  agent,  and  lost  baggage 
master.     -^^^:  ' } .  -"  - ' .  ,•  •' ':v*>;  -  ■  :t  }-ii^r. 

Resolved,  That  a  special  pass  issued  upon  one 
road,  shall  not  be  regarded  as  entitling  the  holder 
to  a  pass  on  any  other  road,  though  a  connecting 
line,  -'xt" 

ResoTr^d,  That  in  the  opinion  of  this  convention, 
the  whole  system  of  free  passes,  except  as  above 
provided  for,  ought  to  be  abolished  as  early  and 
speedly  as  possible. 

Res^vtd,  That  eaQb  •ompauy  he  recQmmonded 


to  get  up  coupon  tickets  for  sale  iu  its  several  tick- 
et ufBcts;  that  each  coupon  ticket  shall  bear  the 
signature  of  the  Superintendent  or  the  general 
ticket  agent  of  the  road  issuing  such  ticket ;  and 
the  year  and  month  in  which  it  is  issued  shall  be 
plaiuly  written,  printed,  or  stamped  on  its  face, 
and  that  each  coupon  of  a  set  shall  bear  the  ini- 
tials of  each  railroad  of  the  entire  set,  io  such 
manner  as  to  designate  the  particular  route  over 
which  such  coupons  arc  sold. 

The  resolutions  regarding  emigrants  are  too 
long  for  insertion  entire.  Below  we  give  the  sub- 
sCance  of  such  as  were  adopted. 

'  1st.  The  four  great  lines  leading  from  the  East 
with  their  connections  and  branches,  to  make 
such  arrang;ements  as  will  secure  to  passengers  and 
their  baggage  a  passage  over  their,  lines  at  mode- 
rate and  uniform  rates.  '■■":.-    >"j    -•;;.;.,  1 

2d  and  3d.  That  all  the  passengers  ticketed  or 
baggage  engaged  in  the  cities  of  New  York  and 
Boston  or  elsewhere  to  go  to  places  west  or  south 
of  Suspension  Bridge,  Buffalo,  Dunkirk,  Pittsburg 
or  Wheeling,  shall  bo  consigned  and  directed  eith- 
er to  the  Qieat  Western,  Buffalo  and  Brantford, 
Lake  Shore,  Ohio  and  Pennsylvania,  Central  Ohio, 
and  Cleveland  and  Pittsburg  roads ;  or  to  the 
steamboats  running  in  connection  with  some  of 
the  lines  represented ;  and  that  the  several  com- 
panies to  which  they  are  thus  forwarded  will  not 
take  any  ticket,  nor  receive  any  order  from  any 
company  or  person  other  than  those  issued  by  the 
four  great  lines  together  with  the  Hudson  River, 
the  Western  Railroad  of  Mass.,  and  the  people's 
line  of  steamers;  also  that  they  (the  Western  Com- 
panies) as  far  as  iu  their  power,  will  discounte- 
nance all  efforts  of  runners  and  bookers  from  the 
pre-cngagement  of  such  passengers  and  their  lug- 
gage- ^  . 

4th.  That  the  fare  on  emigrant  trains  from  Now 
York  or  Boston  shall  be — for  passengers  lo  Chica- 
go, $11 ;  to  Cincinnati,  SIO;  for  all  freight  over 
SO  lbs.,  at  the  rate  of  2}4  cents,  per  lb.  to  Chica- 
go, &  23^  cents,  to  Cincinnati.  Of  these  rates  the 
New  York  Central  and  New  York  and  Erie  com- 
panies, with  their  connections  at  New  York  and 
Boston,  shall  receive  live-elevenths  for  each  pas- 
senger and  five  elevenths  per  100  lbs.  of  baggage 
to  Chicago,  and  five  tenths  for  «ach  passenger  and 
100  lbs.  of  baggage  to  Cincinnati.  To  the  four 
leading  Eastern  roads,  there  is  to  be  allowed^  one 
tenth,  beside  the  above,  for  their  extra  trouble 
and  expense  in  procuring  and  ticketting  passen- 
gers through.  The  fares  are  to  be  similar  from 
Philadelphia  and  Baltimore.-  .-.'-, 

5th.  No  runner  shall  be  employed,  nor  induce- 
ment held  out,  to  influence  passengers  coming  from 
Canada  or  elsewhere  and  going  west,  to  take  any 
particular  route,  except  by  special  agreement  be- 
tween the  lines  interested. 

6th.  That  it  is  the  duty  of  the  Legislatures  of 
Massachusetts,  New  Y6rk,  Pennsylvania  and 
Maryland,  to  protect  such  travellers  from  the  ex- 
tortions and  deceptions  now  practiced  upon  them ; 
that  laws  licensing  runners  or  bookers  should  be 
repealed ;  and  that  it  should  be  made  a  punisha- 
ble offence  for  any  party  to  receive  any  greater 
rates  for  passengers  or  freight  than  may  be  estab- 
lished by  the  lines. 

7th.  That  the  companies  will  use  all  their  in- 
fluence with  their  several  Legislatures  to  procure 
acta  in  favor  of  the  above  measures. 


8th.  That  each  company  selling  coupon  tickets 
shall  report  monthly  to  the  several  companies 
composing  the  lines  over  which  the  tickets  are 
sold  ;  and  that  settlement  for  such  ticket  sales  be 
made  directly  with  them. 

Resolved,  That  no  emigrant  tickets  other  than 
th'ise  agreed  upon  in  this  convention,  shall  be're- 
oeived  by  any  of  the  companies  here  represented, 
after  Ist  January,  1855. 

Resolved,  That  the  emigrant  business  between 
Boston,  New  York  and  Chicago,  shall  be  divided 
etiually  between  the  North  and  South  Shore 
Lines. 

Resolved,  That  the  fare  for  first  class  passengers 
be  twenty  two  dollars,  and  tho  fare  for  emigrant 
passengers  be  eleven  dollars,  between  New  York 
and  Chicago. 

Resolved,  That  the  rates  of  faro  for  first  class 
passengers  by  cither  of  the  four  lines,  New  York 
Central,  New  York  and  Erie,  Pennsylvania,  and 
Baltimore  and  Ohio,  shall  be  ^s  follows : 

**»  *■     From  New  York  to  -  '■  '"'^ 


Sandusky $14  65 

Cleveland 13  00 

Detroit 15  00 

Chicago 22  00 

Indianapolis...  20  00 

Cincinnati 18  50 

Columbus 16  40 

Shelby 14  75 


Xenia...  .^. 


17  70 


Bftllefontaine  ....  $16  50 

Dayton,  via  Xenia  18  00 
"  via  Gallon..  18  00 
"     viaSand'sky  18  00 

Toledo 16  00 

Louisville,     U.    S. 

Line  ...  20  50 
"  Ohio  &  Miss.  21  00 
"     Indianapolis  21  00 


WuEaeASi,  Railroad  Companies  are  frequently 
imposed  upon  by  persons  denominating  themselves 
inventors,  -who  claim  to  have  obtained  Patent 
rights  for  improvements  which  have  been  issued 
by  the  Patent  OflSce  without  due  consideration ; 

Ano  whereas.  Renewals  of  Patents  are  fre- 
quently made  which  are  illegal  and  unjust,    sdi.j'^ 

TuERRFORE,  Resolved,  That  a  Committee  of 
three  be  appointed  whose  duty  it  shall  bo  to  op- 
pose the  extension  of  the  class  of  patents  above 
referred  to,  and  furnish  railroad  companies  with 
information  necessary  to  their  protection. 

Resolved,  That  the  compensation  of  such  agents 
and  the  cost  of  all  claims  in  reference  to  which 
the  companies  here  represented  have  a  general  in- 
terest, shall  be  paid  by  each  company,  in  propor- 
tion to  the  length  of  its  road. 

The  tolls  Ml  freight  are  to  remain  the  same  a.<4 
were  adopted  by  the  St.  Nicholas  meeting,  other 
Western  roads  arranging  their  tarifis  so  as  to  cor- 
respond with  those  adopted  by  the.  lines  running 
from  the  seaboard.  The  companies  will  not 
guarantee  to  transport  freight  from  New  York  to 
Buffalo,  Suspension  Bridge,  or  Dunkirk,  in  less 
than  six  days;  Cleveland,  eight  days;  Detroit, 
nine  days ;  Cincinnati  acd  Indianapolis,  ten  days ; 
and  Chicago  in  less  than  twelve  days.  They  can 
contract  to  deliver  freight  beyond  the  points  men- 
tioned, but  not  at  a  less  rate  than  those  agreed  oa^ 
Nor  are  these  rates  to  be  altered  without  consent 
of  all  parties  interested,  except  by  calling  a  con- 
vention for  that  purpose.  Way  fares  are  not  to 
exceed  through.  Employees  violating  these  regu- 
lations to  be  instantly  discharged.  No  company 
is  to  be  at  liberty  to  withdraw  from  this  agreeoient 
without  a  written  intimation  to  the  other  compa- 
nies, besides  giving  at  least  30  days'  notice  to  that 
effect.  Perhaps,  tho  most  important  feature  in 
the  concern  is  the  fact  that  a  permanent  organiza- 
tion of  the  companies  there  represented  was,  by  a 
retolutioQ  to  that  effect,  deemed  expedient  and 
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proper,  to  be  called  "The  Qeneral  Railroad  Asso- 
ciation of  the  Eastern,  Middle  and  Western  States." 
For  this  purpose,  the  officers  of  that  convention 
were  to  continue  to  hold  their  appointments  until 
others  should  be  appointed  to  fill  their  places,  and 
that  semi-annual  meetings  should  be  hold  in 
.  future, — the  next  meeting  having  been  appointed, 
on  the  second  Tuesday  of  March,  1865. 

An  Address  to  the  Public  was  read  by  Mr. 
Haupt  which  was  accepted.  The  document  sets 
forth  the  evil  efiects  of  competition  among  rail- 
road companies ;  the  rights  of  such  to  a  fair  re- 
muneration on  their  investments;  the  unexpected 
amount  of  expenditure  on  wear  and  tear ;  the  im- 
mense advantages  to  the  country  of  which  they 
have  already  been  in  drawing  out  its  resources, 
opening  regions  hitherto  unaccessible  to  all  other 
modes  of  conveyance,  and  in  the  fact  that,  in  ad- 
dition to  the  saving  of  time,  the  cost  of  travel  by 
railroad  is  but  a  fraction  of  what  it  formerly  was. 
The  Address  is  well  written,  and  its  arguments 
must  tell  on  the  travelling  community. 

It  is  in  fact  remarkable  how  passively,  we  had 
almost  said,  the  people  in  these  times  have  sub- 
mitted to  the  higher  rates  imposed  by  the  different 
companies.  The  almost  entire  absence  of  resis- 
tance to  such  a  measure  shows  that  with  the  com- 
munity, regularity  and  safety  are  by  far  paramount 
to  the  mere  difference  of  a  few  shillings  on  the 
fare.  When,  through  negligence  or  other  cause, 
accidents  haYe  occurred,  the  copamunity  are  ex- 
cited and  every  body  feels  more  or  less  insecurity 
iu  travelling,  from  the  consideration  that  it  is  un- 
certain who  the  next  victims  arc  to  be.  The  fact 
that  companies  first  fixed  their  own  tariffs,  and 
were  then  allowed  to  raise  them  to  such  points  as 
they  saw  fit,  without  any  thing  like  an  earnest 
protest  on  the  part  of  the  people ,  certainly  calls 
for  the  sentiment  of  gratitude  on  the  part  of  rail- 
road corporations,  and  increased  vigilance  in  pro- 
moting the  safety  And  comfort  of  those  who  sus- 
tain them. 


Blemplals  aad   Ohio  flatlrMid. 

This  company  have  made  a  report  of  their  opcr 
aliens  to  l.st  October  last.  Their  original  charter 
granted  4th  February,  1852,  authorized  them  to 
construct  a  road  from  Memphis  to  Nashville,  and 
granted  aid  from,  the  State  to  the  extent  of  $8,- 
000  per  mile  for  its  construction,  if  30  miles  were 
finished  in  four  years.  As  the  route  proposed 
was  considered  objectionable  by  the  stockholders, 
an  amendment  was  obtained  from  the  Legislature 
by  which  the  name  of  the  road  was  changed  from 
the  "Memphis  and  Nashville"  to  the  "Memphis 
and  Ohio  Railroad;"  and  State  aid  was  obtained 
to  the  extent  of  $10,000  per  mile  ;  besides  $300,- 
000  extra  for  the  bridging  of  the  Big  Hatchie, 
Tennessee  and  Cumberland  rivers,  The  terms  of 
the  grant  were,  that  suflicient  stock  should  be 
subscribed  frem  other  sources  to  make  the  road 
ready  for  the  iron,  and  that  for  the  space  of  30 
miles,  the  rails  should  be  actually  laid,  before 
they  became  entitled  to  the  benefit  of  the  State 
subscription. 

The.  surveys  of  the  road  began  ia  November, 
1863;  the  design  being  that  it  should  proceed  by 
Trenton,  where  it  intersects  the  Mobile  and  Ohio 
Kailioad,  to  Paris,  whence  a  line  Lad  already  been 
projected  by  Clarksville  and  Bowling  Green,  to 
Louisville  and  Cincinnati.  The  entire  distance  to 
Paris  ia  136  miloe.    Owing  to  th«  difflcolty  of 


making  contracts  with  the  farmers  and  others 
along  the  line,  as  originally  designed,  the  work 
was  delayed  till  June  liwt,  when  an  j^rraugement 
was  made  for  the  grading,  finishing  and  equipment 
of  ninety  miles  of  the  road,  with  Messrs.  Harris, 
Black  &  Co.  "The  contractors  are  to  construct  a 
first  class  road  in  all  its  details ;  to  fini:)h  and 
equip  it  with  the  necessary  amount  oflocomotives 
and  tenders,  passenger  and  freight  cars,  water- 
tanks,  turn-tables,  sidings  &c.,  all  of  which  are  to 
be  of  a  superior  order.". 

The  first  division,  30  miles  long,  is  to  be  finished 
by  the  1st  July,  1865 ;  the  second  division  20 
miles,  by  the  1st  October  following;  and  the  third 
40  miles  long,  is  to  be  ready  by  the  1st  May, 
1856.    The  sum  to  be  paid  the  contractors  is 

Per  mile.  Total— 90 

-  . ;       :.;.•.,   ivVi  miles. 

Cash -.$2,600  S225,0O0 

State  bonds 10,000  900,000 

County  and  city  bonds  and 

stock ,^,....12,500  1126,000 


Total $25,000    $2,250,000 

To  meet  these  payments  there  have  been  sub- 
scribed to  the  stock  by  private  individuals,  includ- 
ing the  contractors $867,500 

Stock  by  county  of  Shelby 300,000 

Stock  by  city  of  Memphis 100,000 

Stock  by  State  of  Tenn 900,000 


$2,167,500 
leaving  a  deficit  of  $82,500,  to  which  are  to  be 
added,  engineering  expenses,  salaries,  land  dam- 
ages, depot  grounds,&e., making  the  whole  amount 
to  nearly  $300,000. 

Between  Trenton  and  Paris,  a  distance  of  45 
miles,  the  amount  of  subscription  had  not  been 
received  at  date  of  report.  From  two  counties 
only  had  returns  been  made,  which  amounted  to 
$120,000.  The  total  subscriptions  then  received 
from  all  sources',  independent  of  the  State, 

were $1,387,000 

At  an  estimated  cost  of  $8,000  per  mile 
for  grading,  the  amount  for  135  miles 

would  be 1,080,000 

Consequently  the  company  are  entitled 
to  the  State  grant  for  the  whole  dis- 
tance, 135  miles,  at  $10,000  per  mile.  1,350,000 
Which  added   to   other   subscriptions 

makes  a  total  of 2,737,000 

At  the  rates  payable  by 
present  contract,  the  cost 
of  the  whole  line   would 

be • $3,375,000 

To  which  add  extra  expendi- 
ture for  engineering  salar- 
ies, &c.,  135  miles  at  $2,- 
600permile 837,500 


Mi  t  ■ 


Total  cost .  .*^i-«v.  i*'«« 


,.$3,712,500 


leaving  a  deficiency  of $975,600 

or  $7,000  per  mile.  The  President  and  Directors 
hope  that  by  an  appeal  to  those  directly  interests 
ed  in  the  promotion  of  the  enterprise,  the  neces- 
sary amount  will  be  raised,  so  as  to  preserve  the 
company  from  incurring  any  serious  amount  of 
debt  for  the  coustructiou  of  the  road. 

Of  the  condition  of  the  country  through  which 
the  line  passes,  and  the  consequent  local  business, 
the  Secretary  says :— "In  the  whole  South- West  I 
know  of  no  road  of  eriual  length,  that  p«^uttrates  a 
country  so  well  watered,  so  fertile,  so  rapidly  in- 
creasing in  population  and  wealth,  and  therefore 
so  well  calculated  to  sustain  a  great  work  like 
this,   when  built."  .  .  .  "These  twelve  counties 


(through  which  it  runs)  embrace  Tne-eightb  of 
the  territory  of  the  whole  State,  and  most  of  them 
arc  but  recently  settled.  From  1840  to  1850, 
their  population  had  increased  45  per  cent".  .  .  « 
"The  taxable  wealth  of  these  counties  has  increas- 
ed nearly  76  per  cent,  during  the  past  five  yearB, 
and  it  now  amounts  to  sixty  millions  of  dollars". . . 
"They  contained  in  1850,  a  population  of  200,000. 
or  one-fifth  of  the  whole  State;  and  if  the  increaae, 
since  1850,  has  been  proportioned  to  that  of  the  10 
years  proceeding,  their  population  is  now  at  least 
250,000."  .  .  ."The  lands  produced,  iu  1850,  one- 
sixth  of  the  wheat,  nearly  one-fifth  of  the  com^ 
more  than  one-half  of  the  cotton,  one-third  of  the 
tobacco,  one  fourth  of  the  sweet  potatoe8,and  one- 
third  «f  the  peas  and  beans  raised  in  the  whole 
State  that  year." 

Thej  following  is  an  estimate  of  the  annual  bus- 
iness <^f  the  road.  The  figures  are  taken  from  a 
comparison  with  those  of  the  Memphis  and  Charl- 
eston toad,  although  the  advantages,  as  to  wealth 
and  p|pulatioD  are  greatly  against  the  latter. 

Passeigers  160,000,  c-  $2 $320,000 

Frei^lit  "  "     225,000 

Mail  Services  "  "    15.000 


•T.     ....       .       ^60,000 

Deducting  one  half  for  Expenses 280,000 


Leav€lB  a  net  revenue  of .«.*  ,.$280,000 

or  ov(  t  8  per  cent,  oo  the  estimated  cost  of  the 
road. I 

Th<i  through  travel  is  expected  to  be  extensive. 
At  Tivnton,  it  will  connect  with  the  Mobile  and 
Ohio  oad,  and  as  this  line  is  being  rapidly  pushed 
throa'h  to  Cairo,  passengers  coming  down  the 
Nortli  em  lines  will  find  the  Memphis  and  Ohio 
road  )art  of  the  most  direct  route  to  New  Or- 
leans. To  the  West,  a  line  has  been  projected 
throu  jh  Little  R6ck  to  the  borders  of  Texas,  and 
thenc  i  across  the  State  to  the  Rocky  Mountains'. 
On  the  South,  a  line  to  Grenada  connects  Memphis 
with  ihe  Mississippi  Central  and  the  New  Orleans  , 
Jackson  and  Great  Northern  roads.  But  the  moat 
impoitant  connection  will  be  on  the  N<«rthea8t 
with  he  Louisville  and  Cincinnati  routes.  The 
impoi^tance  of  such  a  line,  cutting  off  the  angle 
formed  by  the  junction  of  the  Ohio  and  Mississip- 
pi rivjrs,  rendering  travel  safe,  expeditious  and 
cheap ,  will  appear  from  the  following  facts  taken 
fiom  Lbo  Report, — 

"*  Orthe  4,290,000  persons  carried  on  the  West, 
ern  rivers  in  1862,  3,470,000  were  carried  on  th« 
wateis  of  the  Ohio  and  its  tributaries  alone."  .  .  ', 
'In  ] 852,  there  were  upwards  of  3,200  laodii^ 
made  at  Memphis,  by  steamers  passing  up  and 
down  the  river.  Of  this  number,  nearly  1,400 
were  made  by  boats  from  Louisville,  Cincinnati, 
and  ,he  cities  above  them."  ..."  Averaging 
each  boat  at  100  passengers,  the  total  number  an- 
nuall-  passing  by  Memphis,  is  140,000  persons." 
.  .  .  'Of  these  it  may  safely  be  assumed  that 
100,0)0  persons  will^uke  the  cars  and  go  through 
to  Louisville  in  12  hours,  rather  than  be  on  the 
Ohio  ifor  from  (three)  to  ten  days."  ..."  At  three 
cental  per  mile,  these  alone  would  pay  on  the 
whol^  road  to  Louisville  a  dividend  of  ten  per 
cent.jon  cost.  '  .  .  .  '"  With  the  completion  of  this 
road  J  we  should  be  within  16  Bours  of  Cincinnati, 
and  48  of  New  York." 

Thje  Receipts  and  Expenditures  of  the  road  op 
to  30fch  Sept,  had  beenH  ,^^i.^.  ^wa^ 
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Received  oq  First  Install- 
ment  S13,495  50 

Received  oo  Second  Install- 
ment       1,310  00 

Received  on  Third  Install- 
ment          100  00 

Amount  obtained  by  Loans     9,040  06 


-S23,945  56 


Disbursed  on  account  En- 
gineering to  July  1st 16,573  30 

Disbursed  on  account  Engi- 
neering since  July  1st  to 
date '..      4,375  00 

Disbursed  on  account  Sal- 
aries since  July  Ist  to 
date 2,087  46 

Disbursed  on  account  Office 

and  other  Expenses 909  81 

23,945  66 

In  reference  to  the  character  of  the  road  when 
finished,  it  is  stated  that  the  line  is  uncommonly 
direct,  the  tangents  are  long,  varying  from  3  to 
12  miles  in  length,  united  by  easy  curves  of  one  to 
two  miles  radius ;  the  least  radius  of  curvature 
being  over  half  a  mile.  Eighty  six  per  cent. 
of  the  whole  line  is  straight ;  sixty  per  cent,  of  the 
whole  direction  is  level;  and  only  fourteen  per 
cent,  is  on  the  maximum  grade  of  50  feet  per 
mUe. 


?"^  [From  the  Circular  of  Moran  &  Brothers.  J 

New  York  And  Erie  RailroMd  I<oatt. 

The  first  and  most  important  point  to  establish 
in  regard  to  the  new  Loan  of  the  New  York  and 
Erie  Railroad  Company  is,  whether  the  Company 
can  fulfil  tue  engagements  it  makes.  This  seems 
perfectly  settled  by  the  past  history  of  the  Com- 
pany, as  reported  by  the  Investigating  Committee, 
and  by  the  eetimates  put  forth  by  the  Company. 
The  latter,  in  our  opinion,  underrates  the  gross  re- 
ceipts, and  exaggerates  the  expenses.  The  re- 
sults obtained  last  year  were,  in  spite  of 

1.  The  break  at  Erie, 

2.  Freshets  in  May,  which  interrupted  the 
transportation  of  freight  for  more  than  two  weeks. 

3.  The  Engineers'  strike  in  June, 

4.  The  cholera  daring  the  summer, 

•  6.  The    mercantile  and    monetary  embarrass- 
ments this  autumn,     /":'•••  '"*» ^«"-*''     <;  noe-  i 

9.  Fares  of  only,  J 

'  ~,      $7  60  to  Buffalo  now  raised  to S9  00 

/*V        8  40  to  Dunkirk  now  raised  to 9  90 

-'^  J        4  00  for  emigrants  now  raised  to..   5  50 

Rates  of  freight  fully  ten  per  cent,  under  present 
rates, 

The  gross  re  ceipts  of  the  road  were  : 

In  1861-2 $3,318,726        Increase, 

In  1862-3 4,318,962        Sl,000,287 

In  lS53-4(parllye8tim'd)5,341,363  1,022;401 

If  the  increase  in  the  receipts  the  past  year,  at 
the  low  prices  then  charged,  and  under  all  the  un- 
favorable circumstances  above  enumerated,  was 
SI, 000,000,  is  it  not  safe  to  estimate  the  increase 
during  the  coming  year  at  the  same  amount  1 
This  would  make  the  gross  receipts  S6,341,363,in- 
atead  of  S6,000,000,  as  estimated  by  the  Company. 

The  mere  rise  of  fifteen  per  cent,  on  the  charges 
for  freight  and  passengers,  if  there  be  no  increase 
in  the  traffic,  would  carry  the  receipts  to  S6,142, 
667. 

0  In  regard  to  the  expenses  of  the  workingthe  road. 
they  were  last  year  62  V^  per  cent,  on  the  gross  t^ 
ceipta.  The  company,  in  their  estimate  for  the  com- 
ing year,  place  them  at  65  per  cent.  Now  as  66  per 
centonS7  50  last  year's  fare  to  Buffalo  is  only  46  per 
cent,  on  S9 — the  present  rale  of  fere — it  is  proba- 
ble that  50  per  cent  will  prove  to  be  ample  for  the 
coming  year— the  more  so  as  the  present  Super- 
intendent, who  has  only  been  in  charge  of  the 
road  during  five  iiihnths  of  the  past  fiscal  year,has 
introduced  great  economy  in  the  expenses  of  run- 
ning the  road.  The  running  material  is  better  at- 
tended to,  and  the  wear  and  tear  is,  therefore, 
greatly  reduced.  Accidents  on  the  road  are  now 
very  rare;  thus  avoiding  the  losses  formerly  occa- 


sioned by  collisions  and  oth«r  accidents.  Old 
materials  are  used  or  sold.  A  greater  amount  of 
labor  is  obtained  from  the  employees  of  the  road 
without  increase  in  the  remuneratiou.  The  pre- 
sent Superintendent,  having  occupied  subordinate 
situations  on  the  road  during  the  past  seven  years, 
is  perfectly  competent  to  correct  any  and  every 
abuse  which  has  heretofore  existed.  While  great 
economy  and  order  have  thus  been  introduced  in 
the  working  of  the  road,  a  still  greater  reduction 
in  expenses  has  been  obtained  by  reducing  the 
speed  of  all  the  trains.  The  express  trains, 
which  formerly  ran  35  miles  per  hour,  will  only 
run  hereafter  at  an  average  speed  of  26  miles. — 
The  rule  admitted  by  engineers  is,  that  the  wear 
and  tear  of  a  road  and  its  equipments  vary  in  pro- 
portion to  the  square  of  the  speed  at  which  the 
trains  are  run.  Therefore,  29  miles  per  hour  will 
be  as  6.76,  while  35  miles  per  hour  is  as  12.25. — 
The  reduction  in  the  speed  of  9  miles  per  hour, 
therefore,  reduces  the  wear  and  tear  46  per  cont. 
With  all  these  facts  in  mind,  we  believe  the  fol- 
lowing  estimate  will  be  amply  realised  : 

Gross  receipts S6,300,000 

Expenses  50  per  cent.,  which  is  equal  to 
60  per  cent,  ou  former  rates  charged 
last  year 3,150,000 

Net  income $3,160,000 

Deduct  7  per  cent,  on  debt. .  $1,739,570 

Sinking  Fund 420,000 

.  f2,lb9,570 


Net  income  applicable  to  cash  div- 
idends and  contingencies $990,430 

With  such  a  margin  beyond  all  the  engage- 
ments taken  by  the  Company,  can  any  one  be- 
lieve, for  a.  momenL  that  the  interest  on  the  debt 
and  the  payments  To  the  Sinking  Fund  can  ever 
fail  to  be  promptly  met  1 

The  earnings  of  the  road  must  continue  to  in- 
crease yearly  for  a  long  time  to  come,  for  not  only 
must  the  future  increase  of  population  and  pro- 
ductions of  the  Western  States  add  greatly  each 
year  to  tlie  traffic  on  the  Erie  Road,  but  there 
must  also  be  a  rapid  and  important  yearly  in- 
crease in  the  local  traffic ;  for  it  is  only  within  a 
few  years  that  the  counties  through  which  the  road 
passes  have  had  access  to  a  market  for  their  pro- 
ducts, and  consequently  the  local  traffic  is,  as  yet 
only  in  its  infancy. 

The  Sinking  Fund  of  the  New  York  and  Erie 
RailroadCompany  will  absorb  in  the  twelve  months 
after  the  negotiation  of  the  loan,  if  the  bonds  are 
purchased 

at  par $420,000 

Plus  six  months'  Interest  on  said  amount, 

about 16,000 


In  the  first  year ^ $435,000 

Second  year 420.000 

Plus  6  months  interes  on $420,000  i 

Plus  12  months  interest  on.. .  435,000 ) 


46,000 


In  two  years $900,000 

The  effect  of  the  monthly  purchases  of  the  new 
bonds  by  the  Sinking  Fund,  must  be  to  cause 
them  to  be  firmly  held  at  a  profit  from  the  very 
day  of  their  negotiation,  for  all  but  needy  sellers 
will  wait  for  a  rise  before  they  sell,  and  those  de- 
sirous of  selling  will  only  offer  them  when  the  pur- 
chases of  the  Sinking  Fund  are  made.  The  needy 
sellers  will  probably  not  more  than  suffice  for  the 
purchases  of  the  Sinking  Fund,  particularly  if,  as 
there  is  every  probability,  the  money  markets 
next  year  should  everywhere  become  easy,  and 
interest  fall  to  moderate  rates.  The  steadiness 
which  all  this  will  produce  in  the  market  value  of 
the  new  bonds,  will  soon  attract  the  attention  of 
persons  who  have  temporary  investments  to  make 
and  these  bonds  will,  no  doubt,  soon  obtain  a  pre- 
ference from  this  class  of  capitalists  over  every 
other  investment  offering  in  this  market.  This 
will  further  improve  their  market  value,  so  that 
it  appears  certain  to  us  that  the  original  takers  of 
the  new  loan  will  realize  a  profit  on  them  within 
a  moderate  time.    Should  the  entire  loan   be 


taken  in  Europe,  the  holders  could  at  oAce  estab- 
lish the  price  at  par,  and  the  Company  would  be 
forced  to  take  them  at  this  price  ;  and  should  the 
holders  refuse  to  sell  at  par,the  Company  will  then 
be  forced  to  purchase  the  bonds  of  1862  and  1871, 
which  would,  in  that  event,  soon  rise  to  par.  It 
the  present  holders  of  the  1862  and  1871  bonds> 
were  to  take  the  new  loan,  they  would  soon  se*- 
their  old  bonds  rise  to  par  as  well  as  the  now  ones. 
No  loan  has  ever  been  offered  anywhere  on  which 
a  profit  was  so  certain  to  be  realised,  as  the  Loan 
of  the  NewfcYork  and  Erie  Railroad  Company. 

As  the  Company  has  decided  to  close  Construc- 
tion Account  for  the  present,  there  is  no  danger 
that  the  pecuniary  embarrassment  of  the  past  can 
ever  again  uccnr. 


Bufflalo  Car  Company« 

This  company,  which  carries  on  the  business 
formerly  established  by  Messrs.  Townsend  &. 
CoiT  at  Buffalo,  N.  Y.  is  organized  under  the  gen- 
eral manufacturing  law  of  this  State,  with  a  capit- 
al of  $50,000  which  can  be  increased  as  the  busi- 
tiess  may  require. 

The  Buffalo  Republic  of  the  16th  inst.  says  of 
the  works  of  this  company,  that  they  are  situated 
on  Scajaquadies  creek,  lower  Black  Rock,  and 
about  four  miles  from  the  centre  of  the  city. — 
There  are  three  large  brick  and  two  temporary 
wooden  buildings,  connected  with  the  Buffalo  and 
Niagara  Falls  and  the  Buffalo  and  Lockport  Rail- 
roads in  front  by  tracks  running  through  the 
buildings,  and  in  the  rear  having  a  water  front  on 
Scajaquadies  Creek.  It  is  contemplated  to  erect, 
daring  the  coming  season  a  large  brick  paint  shop 
on  the  ground  occupied  by  the  wooden  building.s. 
In  the  rear  of  the  faint  shops  is  the  setting  up 
shop,  a  spacious  bui'ding  60  x  132  feet,  with  three 
large  doorways,  through  each  of  which  the  three 
tracks  laid  down  in  this  building  and  the  paint 
shops  run  out  on  to  switches  connecting  with  the 
two  railroads  in  fVont.  Every  portion  of  the  car, 
wood  and  iron.  Is  of  course  completed  before  it 
reaches  this  department.  Here  the  finished  mate- 
rial takes  the  distinstive  form  of  a  car,  and  leaves 
the  building  for  the  finishing  touch  of  the  paint- 
er. 

In  the  rear  of  this  is  the  wood  shop,  a  building 
two  stories  high,  100  by  50  feet,  the  first  floor  of 
which  is  fitted  for  the  coarser  kinds  of  wood  work. 
Here  are  two  large  timber  planers  for  planing 
whole  pieces  of  timber,  s^eral  planing  machines, 
rip  saws,  with  double  carriages,  circular  saws,  te- 
non saws,  morticing  and  boring  machines,  &c. — 
Above  this  is  a  room  of  the  same  dimensions,  fit- 
ted for  the  finer  kinds  of  wood  work. 

In  the  rear  of  the  wood  shop  is  the  blacksmith 
shop,  50  by  60  feet,  containing  six  forges,  all  of 
which  are  fanned  by  a  large  fan  blower. 

On  the  North  side  of  these  two  buildings,  and 
running  parallel  with  them,  is  the  machine  shop 
smd  foBudry.  The  machine  shop  100  by  50  feet, 
two  stories  high,  is  a  counterpart  of  the  wood  shop. 
In  this  shop  the  axles  are  turned  to  fit  the  wheels, 
and  the  wheels  are  bored  to  fit  the  axles.  This 
lower  room  is  filled  with  a  number  of  valuable 
machines,  such  as  lathes,  drills,  screw  cutters,  ma- 
chines for  boring  wheels,  pressing  them  on  the 
axles  and  the  like. 

Back  of  the  machine  shop,  and  divided  from  it 
by  a  brick  wall,  is  the  foundry,  40  by  80  feet,  con- 
taining two  large  cupolas  for  melting  iron  for  the 
wheels  and  other  castings.  A  huge  revolving 
crane  is  erect«d  in  the  middle  of  (he  room,  by 
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which  mcaus  heavy  articles  can  b«  moved  ia  any 
direction. 

The  cupolas  are  fed  from  a  building  in  the  rear 
of  the  foundry,  into  which  they  open  and  which  is 
furnished  with  every  convenience  for  weighing 
and  conveying  into  them  the  coal  and  cAide  met- 
al. 

We  now  come  to  the  motive  power,  which  per- 
haps should  have  been  considered  first,  as  this  is 
the  heart  by  which  means  all  the  machinery  in  its 
various  throbbings  is  propelled.  This  consists  of 
a  beautiful  upright  engine,  modelled  and  made  by 
the  company,  of  seventy  horse  power,  (although 
forty  horsepower  is  all  that  will  ordinarily  be  need- 
ed) situated  in  a  building  between  the  wood  and 

machine  shops,  which  also  contains  the  boiler. 

The  water  for  the  boiler  and  buildings  is  supplied 
by  a  cistern  filled  from  the  creek  by  means  of  a 
steam  pump. 

There  is  ample  room  for  all  purposes  of  storage 
in  the  rear  of  the  works,  wher«  there  are  sheds 
for  coal  and  sand  which  is  brought  by  way  of  the 
creek,  and  landed  on  the  dock  attached  to  the 
premises.  Altogether  this  is  one  of  the  most  com- 
plete establishments  in  the  country,  having  a  ca- 
pacity for  the  construction  of  three  cars  per  day 
and  reflects  great  credit  on  the  originator,  D.  J, 
Townsend,  Esq.,  to  whom  we  are  indebted  for  the 
orgauization  and  successful  completion  of  this 
valuable  manufacturing  establishiuent  ia  our 
city.  .^"■'• 


1863. 

September $36,297  43 

October 41,597  24 

November 27,050  17 


1864. 
$60,268  64 
76,776  64 
54,827  33 


Total  three  monthsS103,944  84      $191,867  61 

Showing  that  the  receipts  have  been  nearly 
doubled  since  last  year. 

It  will  be  seen  below  that  the  aggregate  re- 
ceipts so  far  for  1864  are  $435,186  01.  The  total 
estimate  for  the  year  was  $400,000,  and  as  the  re- 
ceipts for  December,  estimated  at  $34,884  77,  will 
doubtless  reach  at  least  $50,000,  there  will  be  a 
total  sum  for  the  year  largely  in  excess  of  the  es- 
timate. :  i^^  •^  '■■  :•■  V  ^;^  '■'.i-^-.i:: 

The  following  table  )>resent8  the  Rbeipts  for 

each  month,  ao  far : 

■.■"     ■      Passengers.  Freight.  Total. 

January $6,376  $16,847  $23,224 

February 6,009  20,182  56,192 

March 6,877  13,896  20,773 

April 7,692  10,629  18,321 

May 14,379  27,400  41,786 

June 17,310  27,941  45,252 

July 16,090  19,464  35,655 

August 13,105  19,218  32.324 

September 16,223  43,930  60,253 

October 20,175  56,600  76,776 

November 14,176  40,660  54,827 


Total  for  11  mo8$i38,416      $296,769      $436,186 


Cleveland,  Columbus    and  Claelnnatl  Rail- 
road. 

In  the  blank  of  dividends  the  present  half  year, 
there  is  one  bright  spot— the  Cleveland,  Columbus 
and  Cincinnati  Railroad — which  has  just  declared 
a  semi  annual  dividend  of  five  per  cent,  payable 
on  the  20th  January  next. 

The  earnings  of  this  road  for  the  past  year  have 

been  (December  estimated) $1,211,100 

Expenses 606,650 


Net  earnings. 


606,650 


Equal  to  14  per  ct.  upon   cost  of $4,300,000 

The  dividends  paid  by  the  above  road  lor  the 
past  year  have  been  the  following; 

B-.i  ,i*v-«-i'*  J"l7  4  P®'"  cent,  in  cash. 
■.::."■*   "     "    4    "      "    in  stock. 
"Jan.  6    "      "    in  cash. 
Or  13  in  all. 
The  following  statement  will  show  the  cost, 
earnings,  per  centage  of  gross  and  net  earnings  of 
the  above  road. 


Office  op  the  Glevel'd,Colum.  &Cin.  R.R  Co.  ) 
Cleveland,  December  13, 1864.     ) 

DIVIDEND  NOTICE.— A  Cash  Dividend  of 
Five  per  cent,  on  the  capital  stock  of  this 
company  from  the*net  earnings  of  the  Road  for 
the  six  months,  ending  31st  inst,  has  been  declar- 
ed, payable  in  conformity  with  the  by-laws  of  the 
Company,  on  the  20th  day  of  January  next. 

Stockholders  registered  on  the  New  York  books 
will  be  paid  at  the  Office  of  Messrs.  Winslow,  La- 
nier &  Co.,  No.  62  Wall  st. 

Transfer  books  will  close  from  the  evening  ot 
the  31st  inst.  to  the  lOlh  of  January,  inclusive. — 
By  order  of  the  Board  of  Directors. 

T.  P.-  HANDY,  Treasurer 


Ontario,  Slmcoe  Sl  Huron  R.R. 

CANADA. 
'THIS  roud  opened  in  >iay  last  to  Lake  Simcue  is  expected  to 
*■  l>e  completed  to  tlie  Oeorfrtau  Buy,  Lake  Uurxjo  a 
distance  of  96  mile^  in  iiMte  next  where  it  will  fonn  tbe  ataoiteat 
tnd  most  ajjp-eeablc  route  to  tbo  Nortfa  Western  State,  to  Lake 
MichitjTin  and  to  the  Mineral  Rcgioos  of  Lake  Superior. 

At  preeent  the  Passeuger  Traine  leave  Toronto  for  Barrie  (64 
miles)  daily  at  8  a.m.  and  3.  80  p.m,,  returning  tJbe  same  day — 
Oo  the  opening  of  tlie  navigation  a  Steamer  will  ply  on  Lake 
Simcoe  in  counexiou  with  tbe  Traius  and  wUl  conrey  paaaei^era 
through  that  Lake  and  Lake  Coochiching  to  Orilht  wbenoe  a 
short  portage  of  eighteen  miles  will  take  them  to  tbe  water*  of 
Lake  Hurou  to  the  Slearner  (KaJooloh)  which  ruoa  to  tbe  Sault 
St.  Muhe  and  intermediate  |>ortB  forming  the  moat  expeditious 
and  agrceHl>ie  route  to  the  Mineral  Regioua  of  Lakes  Hurwi 
■Dd  Superior. 

Arrangcmeiita  will  be  inade  on  tbe  conaplctian  of  tbe  road  to 
tbe  Georgian  Bay  ll>r  a  line  of  first  class  Steamers  to  ezteod  tbeir 
tripe  to  the  porta  oo  Lalie  Michina. 

V,-  ,1  r      AUraiD  BRUNIL, 

•'-  ■■  f         •  f  SuperioieodMt 

EW  YORK  S'CATE  CANALS.— NOTICE  TO 


N 


i\  CONTRACTORS.— In  pursuance  of  a  reso- 
lution of  the  Contracting  Board,  notice  is  hereby 
given,  that  sealed  proposals  will  be  received  by 
the  undersigned  for  the  construction  and  comple- 
tion of  the  work  upon  the  several  Canals  of  this 
State,  described  in  the  following  tabular  etate- 
ment  at  the  times  and  places  therein  mentiooed : — 
CHAMPLAIN  CANAL. 
Sealed  proposals  will  be  received  at  the  Caoa 
Commissioner's  Office,  in  the  city  of  Albany,  until 
the  20th  day  of  December,  1864,  at  9  o'clock  a.m., 
for  the  following  described  work,  to  wit : — 


I 


Penalty 
in  bond. 


When  to  be 
completed. 


A  Good  Machine  Draftsman, 

WELL  acquainted  with  tbe  arrangemeotj  and  details  of  lo- 
comotives, wishes  a  situation  in  a  Locomotive  Works  or 
Railroad  Shop.  Has  given  considerable  attention  to  the  burn- 
ing of  Anthracite  Coal,  and  can  produce  undoubted  testimonials 
as  to  charactar  and  qualifications.  For  further  information  ad 
dress  Box  Na  1116  Philadelphia  P.  O.  61  2t 
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Per 
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Per  cent- 

centage 

..";>■,-■.  -4  ■     ■•'   : 

age  of 

Net 

••"*. 

Gross  Earn- 

Gross 

Earn- 

Tear. 

Cost. 

ings. 

Earnings. 

ings. 

1851. 

.$3,026,888 

$466,317 

$16>^ 

9^ 

1862 

:    3.426,897 

777,798 

22K 

14 

1863. 

.    3,924,618 

1119,019 

28 

14 

1854.. 

.    4,300,000 

1211,100 

28 

14 

Alllifranltee  and  HUsisalppl  Road. 

From  the  Milwaukee  Sentinel. 
The  receipts  of  the  Milwaukee  and  Missisaippi 
Railroad  for  November  we  as  follows : 

Passengers $14,176  80 

Freight 40,660  63 


Total $34,827  53 

The  comparison  with  November,  as  well  as 
September  and  October  of  last  year,'  is  as  fol- 
lows: 


MfX 


A  iwis;  (jxQiW  iJTi^f  ea.jifif^^^^^ 


BUFFALO  CAR  COMPANY. 

THia  Company  having  now  completed  their  extensive  Car 
Works  are  filling  orders  for  the  construction  of  PASSEN 
GBR,  BOX,  BAGGAGB,  PLATFORM  and  CATTLE 
CAB6  of  the  most  approved  style  and  finish.  Tbe  works  have 
connections  with  the  various  lines  of  railway  east  and  west, 
which  gives  them  all  required  fiioiiities  for  tbe  delivery  of  cars 
in  everj-  direction- 
Orders  are  respectfully  solicited,  address  to  the 

BUFFALO  CAB  COMPANY, 
61  tf Office  37  Pearl  sL,  Buffuta,  K.  Y. 

Liithog^rapby. 

GWEISSENBORN,  Civil  Engineer  and  draughtsman  113 
•  Fulton  Bt.  up  stairs  ;  also  gives  big  attention  to  the  en- 
graving of  maps,  and  machinery  on  stone.  Locomotives  are 
neatly  litbograptied  at  this  establishment  on  the  most  reaaooa- 
ble  terms.— Orders  are  solicited.  60.tf, 


Railroad  Iron. 

F\f\r\  T0N8  No.  1  Glengamock  Scotch  Pig  Iroo  in  loU  to 
U\J\J  suit  purchasers  for  sale  by 

NAYLOR  &  CO., 
99  and  101  John  st. 
N,  B.— The  abore  Iron  constantly  imported-  32  tC 


Railroad  Iron. 

THE  Undertngoed,  having  made  arrangements  abroad,  are 
prepared  to  contract  fjr  the  deliver}'  of  Foreign  rails,  of 
approved  brands  upon  the  most  favorable  terma 

They  will|al80  make  contracts  for  American  rails,  made  at 
their  Trenton  VTorks,  from  Andover  Iron,  in  whole  or  in  part, 
as  may  be  agreed  upon. 

They  are  prepared  to  ftimisb  Telepraph,  Spring'and  Market 
Wire ;  Braziers^  and  Wire  Kods ;  Bivets  and  Merchants  Bars 
to  order,  all  made  exclusively  from  Andover  Iron.  The  atten- 
tion of  parties  who  require  Iron  of  the  very  beat  quality  for 
special  porpoees,  is  reepectfiilly  invited. 

COOPER  k.  HEWETT 
F«bniai7 16,  ISNl  IT.Burling  SUp,  N«w  York, 


<>«. 


Hn 


Description  of  the  work. 
Three   combined     locks, 
towing    path     bridge     .  ■  ■   •; 

and  necessary  section    ».      / 
work     to     bring     the  -      '•ii/'. 

same  into  use,  k>cated 

at  Waterford $18,000 . .  April  1st,  1866. 

ENLABQEMENfr  OF  THE  ERIE  CANAL- 
MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's OflSce  in  the  city  of  Syracuse,  until  tbe 
21st  day  of  December  next,  at  9  o'clock  in  the 
forenoon,  for  the  following  described  work  to 
wit:—  ' 

Amount  of  Time 

Description  of  woi^k.       penalty  of 

in  bond.         completion. 
$1,200.. April  Ist,  1866. 


Section*  167.... 
189.... 


>•  oM 


2,300.. 
4,000.. 
4,700.. 
7,200.. 
8,600.. 
8,700. . 


1857. 


m  .; 

•J  .i..:. 

if>« 

« 

190... 
191... 
192... 
198... 
194... 
Culverts  on  sections  Na 

189  to  197,  inclusive. . .   2,800. . 
Road    and  farm    bridge 
abutments  on  sections 
No.  189  to  193,  inclu- 
sive    3,100.. 

Road  and  farm  bridge 
abutments  on  sections 
No.  194  to  197>  inclu- 
sive   2,300.. 

Putnam  Brook  waste  weir 
©n  section  No.  192 900 . . 

ENLARGEMENt  OF  THE  OSWEGO  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Fulton,  until  the 
22d  day  of  December  next  at  9  o'cock  in  the  fore- 
noon, for  the  following  described  work  to  wit  — 

^'i**"       f  il  lliverD'  1 )  ^f^  •  ^P"l  ^5, 1867. 
^illvS    J    6,000..     "     "      " 
"     7&8(    p^«'-   5    8|000..     "      "      «  - 

18  r    I  \    8,000..     "      "      «   : 

19  1  Phoenix  i    7,000..     "      "      " 
201     Level,     f    7,000..     "      "      " 

"          21  t    !            J  6,000..     "  "  " 

Culverts  on  8ecti|>ns  6  &.  6  2,500         "  "  " 
"I      18,  19, 

and21 j 2,600..     "  "  '* 

Bridge  at  Phoenix 600. .  July  1st,  1866. 

Leagthening  guard  lock  2 .  400 . .  April  16,  '• 

Bridi|«  at  Oswego 1«00Q..    "  "  « 


■iS-j 


I^Mil- 


tU^i 
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ENLARGEMENT  OF  THE  CAYUGA  AND 

SENECA  CANAL. 
Sealed  proposals  will  be  received  at  tlie  Eu- 
gineer's  Oflicc,  in  the  village  of  Albiou,  until 
Wednetiday,  the  ^7th  day  of  December  next  at  9 
o'clock  A.  M.,  for  the  following  described  work,  to 
wit:— 

SectioQ  232  with  penalty  in  bond  of S3,700 

"      233  "  '^  5,400 

.  7,600 

.   4,600 

.   6,400 

.  4,600 

,   6,500 

.  8,300 

,   6,100 

,   4,300 

.   8,800 

,   2,000 

8,00fi 

,   7,000 

,   6,000 

,   9,200 

,   8,100 

,   8,000 

,   7,600 

8,400 

,   6,200 

,   7,800 

6,600 

.   6,700 

.   8,000 

,   6,700 

,   6,800 

10,000 

7,300 

8,600 


■1 

234 

« 

<t 

235 

11 

IC 

236 

K 

(( 

237 

It 

II 

238 

II 

l( 

239 

II 

« 

241 

II 

CI 

242 

II 

l( 

248 

CI 

II 

244 

fl 

II 

286 

II 

II 

286 

II 

(1 

287 

II 

II 

290 

11 

(C 

291 

II 

II 

292 

II 

II 

293 

■  1 

II 

294 

II 

II 

295 

<c 

11 

296 

II 

i( 

297 

<l 

II 

298 

II 

II 

810 

II 

II 

311 

II 

II 

812 

11 

11 

313 

11 

ii 

314 

II 

II 

815 

II 

l< 
II 
II 
i; 
cc 
(I 
II 
II 
i< 
II 
It 
c< 
II 


11 
II 
II 
II 
II 
(( 
II 
11 
II 


Culrerts  on  Sections  232  to  244 2,300 

"     ■285to298 8,000 

"        310  to  315 6,000 

Mad  Creek  Aquedact 5,600 

Bridge  AbatmenU  on  Sections  282  to  244.  6,700 

285  to  298.  7,000 

"         311  to  315.   3,100 

Waste  Weir  on  Section  313 500 

Section  232  to  244,  both  inclasive,  with  the 
Culverts  and  Bridge  Abutments  on  said  Sections, 
to  be  completed  by  April  1st,  1857.  ^he  re- 
mainder of  said  work  to  be  completed  by  the  1st 
day  of  April,  1856. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work  ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon ;  and  no 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  inclnded  in  such  pro- 
position is  distinctly  and  plainly  inserted. 

Every  proposal  shall  be  accompanied  by  an  af- 
fidavit, endorsed  thereon,  of  each  person  uniting 
in  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the 
same  work  or  materials,  or  any  part  of  the  same  -, 
that  he  has  no  agreement  or  understanding  with 
any  other  person  to  become  interested  in  any 
other  proposal  or  contract  for  the  same  work  or 
materials,  or  any  part  thereof;  and  that  no  other 
person  than  such  as  shall  be  named  in  the  pro- 
posal is  interested  in  the  same,  or  has  any  agree- 
ment or  understanding  to  become  interested  in 
uiy  contract  that  may  be  made  in  pursuance  of 
such  proposal. 

Every  proposal  for  work  or  materials  embraced 
io  the  above  statements  shall  bo  accompanied 
with  a  bond  to  the  people  of  this  State,  in  the 
penalty  specified  opposite  each  kind  of  work  in 
said  statement,  and  which  bond  shall  be  signed 
by  the  party  making  each  proposal  and  two  or 
more  responsible  sureties,  with  such  evidence  of 
their  responsibility  as  the  contracting  board  shall 
require,  aud  which  sureties  shall  justify  in  sums 
equal  in  the  aggregate  to  twice  the  amount  of 
such  penalty. 

Each  proposal  most  be  accompanied  by  the  cer- 
tificate of  the  Supervisor  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
(hem,  as  to  tho  responsibility      said  sureties. 


The  persons  to  whom  the  work  may  be  award- 
ed will  bo  required  by  the  contracting  board  to 
give  the  bond  for  the  payment  of  laborers'  wages, 
as  required  by  chapter  278,  of  the  hiws  of  185U. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent,  of  the  amount  of  any  work 
Jone  or  materials  furnished,  at  the  contract  price 
thereof,  shall  be  reserved  by  the  Canal  Commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contract,  shall  be  fully  aud  entirely  com- 
pleted. 

In  case  the  contracting  board  i^all  be  of  opinion 
that  the  proposals  made  at  any  meeting  thereof, 
pursuant  to  any  advertisement,  are,  in  consequence 
of  any  combination  or  otherwise,  excessive  and 
disadvantageous  to  the  State,  they  may  decline  all 
the  said  proposals,  and  advertise  anew  for  the 
work  aud  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  thcrefor«i8  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
including  the  expense  of  furnishing  all  the  mate- 
rials, aud  performing  all  the  work,  according  to 
the  plans,  specifications  and  notices  exhibited  at 
the  letting. 

The  persons  to  whom  the  work  may  be  awarded, 
will  be  required  to  enter  into  contract  for  the  per- 
formance of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  them,  upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  of 
residence. 

The  maps,  plans,  specifications,  quantities  of 
materials,  propositions,  blank  contracts  and  bonds 
will  be  ready  for  examination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
time  .specified  for  the  several  lettings. 

Dated  at  Albany,  November  29tb,  1854. 
HENRY  FITZHUGH,  ) 

FREDERICK  FOLLET,      }  Canal  Comm'rs. 
CORNELIUS  GARDINIER,) 
JAMES  M.  COOK,  Comptroller. 
JOHN  T.  CLARK,  State  Eng.  and  Surveyor. 


JMew  York  and  Erie  R.  R. 

On  and   after  Monday,  Nov.  20th,  and  until   Turtlicr  notic* 
^<MP%         PASSENGER  TRAINS 
AJjl^^  will  leave  Pier  foc>t  of  Duano  street, 
SKSBL  >^  Tollows,  viz  : — 


Buffalo  Expbess,  at  7  8.m.  for  Buffiilo. 

Ddnkibk  Kxpbess,  at  7  a.m.  lOr  Dunkirk. 

Mail,  at  8JI^  a.m.  fbr  Dunkirk  and  Buttalo,  and  intermoiliatc 
statiuiiH  — I'assi'iiKers  J>>  Uiis  train  will  rcmam  over  ui^tit  at 
any  Station  betwt^u  Buigbaiutou  audComiug',  and  procet-dJbu 
iMXt  moruiiig. 

RooKLAMO  PASSEi(0BB,at2>^  p.m.,  (from  foot  of  Cbambert 
Street)  via  Piemioot,  lor  ijuttiania  and  interoiediate  stations. 

Wat  Passbnokb,  at  4  p.m.,  fur  OtioviUe,  uad  iutormediate 
•tationa. 

,NiGHT  Express,  at  5  p.m.  for  Dunkir1(  and  Buffiilo. 

£miqbaxt,  ate  p  m.,  for  Dunkirk  and  Bufialo  and  intermedi- 
ate stations. 

On  Sundays  only  one  Express  Train— at  5  p.m. 

Theas  fzpress  Trains  connect  at  Ehnira,  with  the  Eloara  * 
Niagara  falls  Kuilroad,  for  Niagara  Falls,  at  BuAtIo  aod  Dun- 
kirk with  the  Lake  Shore  Railroad  for  Cleveland,  Cincinoati, 
Toledo,  Detroit,  Chicago,  ete. 

47  tf  D.  C.  McCALLUM,  General  Supit. 


LocomotiTes  for  Sale. 

THE  Subscriber  offers  for  sale  the  foUowiog  Locomotives 
and  Teuder*,  suited  for  a  5  feet  gauge. 
One  very  superior  18-  ton  Passenger  Engine.  Driving Wheela. 
6  ii  f«at  diameter  with  8  wheel  temler. 

One  very  superior  16  ton  Freight  Engine.  Driving  Wheels. 

4  feet  diameter  with  8  wheel  Tender. 

Tbc  above  machines  are  from  one  of  the  best  shops  in  the 
country,  built  and  fluikhed  in  the  best  manner,  and  can  be  de- 
livered m  ten  days  frum  receipt  of  order.  To  any  company  in 
want  of  such  machines,  tb^  wcv  recommended. 

For  Price,  terms  *<^  »PP'y  ^        THOa  M.  CASH, 

Philadelphia  Railway  Agency. 
■      ^Q.  80  South  Fourth  st. 
41  St  ^SIIJLfill^BUi 


.Notice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  R. 


R. 


NEW  BRtJNSWlCK. 

Contract  for  Sleepers  or  Cross  Ties. 

WANTED  100,000  Hacmetae  or  Cedar  Sleep- 
ers to  be  delivered  in  equal  proportions  at 
the  Port  of  St.  John  and  the  Bend  of  the  Petit- 
codiac  River  on  or  before  Ist  of  August  next. 

The  Ties  to  bo  sound  and  straight,  nine  feet 
long,  ten  inches  by  six  inches,  with  a  hewn  surface 
top  and  bottom  of  not  less  than  eight  inches. 

Parties  desirous  of  tendering  for  the  above  or 
any  portion  uf  them  are  requested  to  send  in  their 
prices  to  the  undersigned  at  his  office,  St,  John, 
on  or  before  the  25th  December,  1854. 

W.  E.  ROSE, 
St.  John,  Nov.,  1864.  47  4t. 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  railroad  purpose,  which  will  be  sold  at  a  roa- 
aooable  price-    For  Airthcr  information,  apply  to 

SAMUEL  J.  HAYES, 
M.  ot  W .,  Baltimore  and  Ohio  R.  R.  Co., 
V,  BRIDGES  &  BRO., 
19  tf     ■  64  Courtland  st,  New  York. 

Philad'elpliia,  Wilmin§rton  & 
Baltimore  Uailroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST. 


Trains  will  leave  the  Southern  and  Western  Station,  comer  of 
Broad  and  Pitoie  streets,  Pbiladeipbia,  at  8  30  am.  12  45,  3  and 
11pm. 

FARB  BT  THROUOa  II0KBT3  TO  THB  SOtTTH, 

From  New  York  to  Witaningtcn — ~ _ $15  60 

.do       do  Norfolk 8  50 

From  Philadelphia  to  Wilmington 14  00 

do        do  Norfolk 6  60 

do       do  Petersburg 9  00 

do        do  Richmond 8  00 

FARM  BT  THBOUOB  TIOKBTS  TO  THX  WBST. 

Frcm  New  York  to  Cincinnati................... $13  60 

do        do  Louisville . . ... .....  14  50 

From  Philadelphia  to  Cincinnati . 11  00 

do       do  Louisville : 12  00 

From  New  York  to  Indianapolis 16  00 

An  extra  charts  will  be  made  for  meals  and  state  rooms  au 
board  the  boaU  S.  L.  SP AFFORD, 

27tf  General  Sui>'t. 


Fagrgrotted  Car  and  Knsrine 
Axles 

FORQBDBYRANSTEAD.DBARBOr"    _  CO.,  BOSTON, 
Maaa. 

These  Axles  are  drawn  from  tbo  faggot  entirely  by  the  ham- 
mer,  and  are  all  tctaranted. 

Welded  Wrongrlit  Iron  Tubes. 

THE  subscribers  having  lately  added  to  their  Cumberland 
Nail  and  Iron  Works  an  establishment  for  making  Wrouglit 
Iron  Tubes,  arc  now  prepared  to  supply  the  trade  with  tubes 
two  to  twelve  feet  in  length,  furnished  with  screws  and  ferrules 
on  their  ends,  of  the  foltowing  sizes— inside  diameter, 

)i,    a,    X,     >i,    \,    1,    la,    l>i  and  2  inchea,     V 
Warranted  and  fully  proved,  equal  to  the  best  Pipes  manu- 
factured. 

AJI  orders  addressed  to  us  will  receive  prompt  attention,  and 
liberal  discounts  from  the  list  of  prices  will  be  allowed  to  the 
trade. 

REEVES,  BUCK  &  Co., 
Na  45  North  Water  Street,  Philadelphia. 
July  13, 1864.  28.6m. 


RAILROAD   CAR    GR£AS£. 
James  Bayes  &  Co., 

6  MINOR  STREET, 

PHILADELPHIA. 

'■v.         HAKUrACTCBtBS     OV 

SOFT  WHITE  GREASE, 

For  Coal  and  Freight  Cars,  Heavy  Ma- 
chinery, etc.,  etc., 

STIFF  WHITE  GREASE, 

For  Mr*ter>M^lieel  Ond^eoiia,  Heavy  B«*r- 
lnc«i  fCoIlcra  on  Inclined  Planes  ) 

0MNIBUSB6,  WAGONS,  AND  OTHER  CARRIAGES, 
In  C»w,  Kegs,  and  Barrels. 

SUPERIOR  YELLOW  GREASE, 
/Vr  Passenger  Cars,  etc.,  etc. 

THB  above  diflferent  kinds  of  Qreaac,  having  been  in  use  lot 
some  time  past  on  severnl  Railroads  in  the  UDiteJ  States, 
can  be  confldeDtly  recommended  for  tbelr  general  usefUlneM 
■od  economy.  49  tf 

f3AiI?IJU9  rOftWARDSO  urOK  Af  PLICATION. 


^-'•^yrv^  -t***:!  1 


AMERICAN 
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RAtLROAD    JOVltNAJj. 


iis 


For  Sale. 

A  STATIONARY"  Engine  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  finished  in  the  best  maimer.  Has 
been  iu  use  about  six  months. 

ROGERS,  KETCHUM  &  GROSVENOR, 
Paterson,  New  Jersey, 
jul.l4  29  If.]  or  74  Broadway,  New  York. 

The  Ltowell  Machine  Shop 

CONTINTJBS  to   manunicture  to  order,  FREIGHT    and 
PASSKXaKR   LOCOMOTIVES   of  different  classes, 
with  the  most  modem  improvements, — 

atoo  MACHINISTS'  TOOLS, 
especially  adapted  to  Huilruad  Hepair  Stiopn,  and  to  the  coo- 
gtruction  of  machinery  jfenerally.  Th^se  Tools  are  of  the  most 
approved  construction  and  conisiiit  in  part  of  Engine  Lathes, 
Hand  LHthcs,  Vert.cal  Drilling  Lathes,  and  Planers  of  various 
sizes  and  iengrhs,  Compouad  Planers,  Shaping  Macliinei>,  Slot- 
ting; Macliines,  Bolt  and  Nut  Machines,  de^t  Cutting  Engines^ 
Chack!',  C9mpound  Slide  Kests,  Machines  for  boring  Crank 
Pin  Holes  in  Locomotive  driving  wheels.  Trip  hammers,  &c.,  &c. 
COTTON  MACHINERY  of  all  descriptions,  B0ILKK8, 
SHAPTINO  and  MILL  WORK,  CASTINGS,  and  aU  work 
usually  done  in  Machine  Shops  and  Foundries. 

WILLIAJI  A.  BOKKE,  Sup-t,  Lowell,  Mass. 

J.  T.  tiTEVENSON,  Treasurer,  6  Xremont  st  Boetoa 


^..    A^-f'.i' 


Boiler  and  Tank  Rivets, 
Nats  and  M^ashers; 

All  Sizes  of 

Bolts  and  Bolt  £nds 


Ibi  Saifi  by 
ItUISaJES  4c  BKOIHKBk 
64  Coortlaod  sL,  N  T 


of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reoi)eu  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  1st  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  thi.s  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  .papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company, 
(Signed.) 
CHARLES  MORAN, 


.,4.j-i 
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Special 

Finance 

Committee. 


NEW  YORK  AND  ERIE  RAILROAD  LOAN. 
— The  Committee  appofinted  to  report  in  re- 
gard to  the  financial  affairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  opened  on  the  10th  of  January  next,  f«r 
the  purchase  of  $4,000,000  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  intereat,  coupons 
payable  1st  February  and  1st  August. 

And  that  for  the  purpose  of  gradually  reducing 
the  debt  of  the  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  in  said  Bonds 
to  pay  monthly,  commencing  on  the  Ist  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  Trustees,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  in 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever" 
the  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  the  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  wheneverit  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  ander  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  as  can  be  pur- 
chased at  the  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  eanceled  by  writing  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  the  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  payments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  S20,000,000.  Aft«r  which 
the  said  monthly  payments  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  further  recommend 
that  the  Board  of  Directors  adopt  the  following  re- 
solutions : 

^  Whereas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  the  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasiig 
traffic  on  th«  roMl,  and  the  a(at«  of  (h«  fizutociM 


SHEPHERD  KNAPP. 
•■-"  •     WILLIAM  E.  DODGE. 
NELSON  ROBINSON, 
GEORGE  F.  TALMaN 
New  York,  Oct.,  21, 1864. 

Sealed  proposals  will  be  received  at  the  ofl5c6 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  10th  of 
January,  1866,  for  the  purchase  of  $4,000,000  of 
the  bonds  of  the  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  1st  day  of 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  themselves  in  said  bonds  to 
pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-five  thousand  dollars  into 
the  hands  of  the  United  States  Trust  Company  of 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  cannot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  which  can  be  purchased  at  or  nuder 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  the  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  the  said  trusteess  shall  invest  the  said 
monthly  payments  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low- 
est rates.  And  all  bqads  when  purchased  by  the 
said  trusteess  shall  be  cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  tut  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  as  they  become 
duo,  until  the  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  the  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  $20,- 
000,000.  After  which  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  closed,  and  all  cancelled  bonds  and  the  unpaid 
irilferest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  successful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  noticf.  of  the  accep- 
tance of  their  bids  ;  20  per  cent.  oj»  the  20th  of 
January ;  30  per  cent.  Ist  February ;  20  per  cent. 
15th  February,  and  the  balance  on  the  1st  of 
March, 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  will  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company, 

The  Dhectors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  iu  offering  the  present 
loan  to  the  public  beg  leave  to  utate  that  it  will 
be  amply  suflBcient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  and  the  en- 
tire present  floating  debt  of  the  Company,  ag  well 


as  to  complete  all  the  unfinished  «ork  now  nodcr 
way. 

By  a  resolution  of  the  Board  of  Dirtctors,  al 
future  outlays  of  every  kiud  beyond  the  )iruce«ds 
of  the  present  loan,  will  be  chared  to  txpense 
account,  and  paid  from  the  income  of  the  Com- 
pany, after  payment  of  the  intertbt  on  the  funded 
debt,  and  the  monthly  payment  to  the  Binking 
Fund. 

After  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bojids,  the  ^onitiou 
of  the  Company  will  be — 

Stock.... «10,024,O0O 

Bonds  of  1867,  First  Mortgage 8;0O0,0(  0 

Bonds  of  1859,  Second  Martgage 4,000,000 

Bonds  of  1883,  Third  Mortgage 6,000,000 

Bonds  of  1882,  Convertible 3,600,000 

Bonds  of  1871,  Convertible 4,361,000 

Bonds  of  1876,  present  loan 4,000,OW 

Total S24,876,000 

In  the  opinion  ot  the  Directors  it  is  perfectly 
safe  to  estimate  the  gross  earnings  of  the  Road, 
for  the  coming  year,  at  $6,000,(XK),  from  wkich 
must  be  deducted ; 

Expenses  66  per  cent $3,800,00^ 

Seven  per  cent,  on  debt  $24,-  J-tr 

861,000 1,789,570 

Sinking  Fund 420,000     ' 

|i6.469,67 

Net  revenue  equal  to  over  5  per  centt  t  If-.,  «| 
on  stock  applicable  to  cash  dividends 

and  coQtingeiicies 540,430 

The  Directors  of  the  Conjpany  are  confident  these 
estimates  will  be  fally  reahzed.  The  gross  re- 
ceipts since  the  Road  has  been  in  operation  to 
Dunkirk,  have  been  fur  pas'gers  and  freight  alone— 

1861  to  1862$8,047,748  increase, 

1862  to  1868  4,138,424  Sl,090,676,  say  3S|  perct. 

1863  to  1854  6,122,Wi«       934,242,  say  23i  i»erct. 
The  business  of  the  road  depending  maiuly  on 

the  local  trafSc,  must  inevitably  increase  iu  the 
same  ratio  as  the  population  of  the  Counties 
through  which  it  passes.  In  the  opinion  of  the  - 
Superintendent,  Mr.  McCollum,  the  road  in  its 
present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  iu  the 
receipts  be  estimated  at  only  15  per  cent,  per  an-  . 
num,  which  is  not  much  over  one-half  of  the  av- 
erage increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  be  tested  in  1868. 

As  to  the  running  expenses,  as  they  were  only 
53J  per  cent,  iu  1863  and  1854,  there  is  every  pr«-  * 
bability  that  with  rigid  economy  and  an  iucreai  % 
in  the  traffic,  they  can  be  reduced  to  60  per  cen< ,, 
but  they  have  been  estimated  at  65  per  ceut>.,ee 
as  to  leave  ample  margin  for  coatiugeucies. 

The  effect  of  the  monttily  purchases    by   the 
Trustees,  of  the  Bonds  of  the  present  issue  on 
their  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  the  original  purchasere  a  aer- 
uiu  profit  within  a  moderate  time ;  for  whilst  the 
amount  outstanding  wi.l  decrease  each  month,  the 
absorption  by  the  ainkiug  Fund  will  constantly  ju-    \ 
crease  by  the  accruing  interest  on  the  Bonds  in 
the  hands  of  the  Trustees.     la  84  years  (he  Sink- 
ing Fund  will  absorb  $4,768,063,  estimating  all 
the  purchases  of  bonds  by  the  Sinking  Fund  to  be    . 
made  at  par.     That  the  Conapany  wiU  be  in  a  con- 
dition to  make  promptly  the  monthly  payments 
to  the  Sinking  Fund,  no  one   at  all   acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.     AU  the  past  difficulties  of  the  Companj 
have  arisen  from  the  necessity  of  contracting  fur 
expenditures,  before  securing  the  requisite  taods 
to  meet  them.    This  is  now  entirely  at  an  end, 
whilst  the  daily  increasing^  revenue  of  tlie  Com- 
pany must  inevitably  iuorease  the  market  value  o 
its  Bonds,  as  well  as  of  its  Stock,   the  latu-r  o 
which  will  no  doubt  ere  long  take  rank  among  ou 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "  Proposals  for 
New  York  and  Erie  Eaiiroad  Loan,'    aiid  addraa- 
sed  to  DANIEL  DREW,  Treasur*  r,  Erie-irf»ce.  " 
HOMER  RAMSDELL,  Preaideot. 

Nathaniel  Ma.rsu,  Secretaiy. 

New  YoR»,  Oct.  28, 1864,  -J  • 


816 


AMERICAN    RAILROAD    JOURNAL. 


SEPTIMUS  NORRIS, 

CrVIL,  MECHANICAL  to  CONSULTING  ENGINEER 

OFFERS  his  services  to  Railroad  Companies  and  £n)(iiic«r«, 
to  provide  tbem  with  Flan*  and  Proportions  of  Loconio- 
tives  for  burning  coal  or  wood  ;  calling  the  attention  of  Engi- 
Beon  and  Railroad  Manageta  to  his  New  Patent  Boiler  /or 
burning  AnI/tracite  Coal ;  also  Plans  for  Depot  Buildings, 
Railroad  Toobi,  and  all  kinds  of  Machiuery  appertaining  to 
Railroads  ',  he  will  also  superintend  personally  the  coostructioo 
mnd  building  of  any  Locomotives  they  may  order,  in  this  or  any 
other  city,  so  ad  to  insure  the  Com^iaiiios  receiviug  good  ma- 
chines and  t^ithful  workmanship. 
^  Having  been  engaged  for  many  years  profesiiionally  as  Engi- 
tjeer  upon  many  of  our  most  important  Roads,  in  their  Loca- 
tion, Building  and  EtjuipmeDt,  and  for  the  last  20  years  practi- 
cally eijgaged  in  the  Manufiicture  of  Locomotives,  feels  satis- 
fled,  he  can  $ave  the  Companies  who  may  think  proper  to  en- 
gage hia  tervices,  many  doliars,  and  loss  by  receiving  imperfect 
machines,  which  have  been  built  and  put  together  hastily. 
Addrcis  to  No.  28  Sammer  st,  Philadelphia. 


NUGENT^S  COLLEGE 

OF 

;  ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.  Ndgent,  C.  E.,  Principal.  i ' 

THE  design  of  this  Institution  is  to  afford  young  men  an  op- 
portunity of  acquiring  a  knowledge  of  the  profesaion  of 
Civil  Engineering,  and  to  Mechanics  and  Tradeamen  a  aoijnd 
theoretical  and  practical  knowledge  of  Mathematics,  Architec- 
tural and  Mechanical  Drafting,  Plain  and  Ornamental  Penman- 
ship, Uc. 
for  urtber  particolars  address  the  Frinci  al. 


PHILADELPHIA  RAILWAY  AGENCY 

AND 

General  Fnrnishingr  Depot 

OF  ALL  ARTICLES  REQUIRED  BY 

RAILROAD    COMPANIES, 

No.  80  South  Fourth  street, 

PHILADi!;L.PHIA. 

Railroad  Chain, 
Railroad  Spikes, 
Car  Wheels, 


Car  Axles, 
BoUer  aod  Tank  Rivets, 
Bolts,  Nuta,  Washers, 
Car  Lanterns  and  Lamps, 
Conductors'  Lanterns, 


Engineers'  Lanterns, 
Locomotive  Head  Lights, 
Car  and  Switch  Locks, 
Jack  Screws,  Vises, 
Patent  Oil  Cans, 
Steam  Gauges, 
Steam  Whistles,     -•    .-^,  . 
Spring  Balances,    '  '  ' 


Car  Finding.')  &c.,  dtc , 

ALL  orders  promptly  filled  at  manuiUcturers^  prices  aod  for- 
warded with  despatch.     Particular  attention  paid  to  con- 
tracting tor  Locomo'ives,  Cars,  Raih'oad  Iron,  &jc. 

The  subscriber  being  Agent  for  several  manufacturers  of 
Machinists'  Tools  is  enabled  lo  furnish  Raihxiad  Companies  with 
Lathes,  Planing  Machines,  Drills,  Ac  ,  of  the  best  quality  at 
manufacturers'  prices,— Orders  solicited 
60  ly  TH08.  M.  CASH. 

LOCOMOTIVE  FOR  SALE. 

ANEW  Engine  built  in  the  best  manner  and  of  the  best 
materials  is  offered  for  sale  at  our  Works  at  Paterson, 
New  Jersey.    The  following  is  a  brief  description  : 

Cylinders— 13  inches,  with  22  inch  stroke.  '      • ' 

.,  Sirivers — four  in  number,  5  feet  in  diameter. 
■    '  '  Gauge— 4  feet  8}^  inches. 

.'.  Boiler — of  best  Peiina,  Iron  with    120— IX  inch  Tubes, 
.-,,-■.'      10 H  feet  long. 

Fire  box— 36x40x48  inches. 
Tank— to  contain  1500  Gals. 
This  Engine  was  built  for  a  road  which  is  unable  to  pay  for  it 
and  will  b«  sold  low.— Apply  peraonally  or  by  letter  to 
JAMES  JACKSON,  President, 
New  jKKssr  Locohotite  Machimb  Co., 
60  4t  Paterson,  N.  J. 

SEY3IUUK,  MORTON  &  CO., 

GENERAL  RAILROAD  AGENCY, 
Office,  Metropolitan  Bank  Building,  No.  110  Broadway. 

HAVE  to  dispose  of  at  private  sale,  in  amounts  to  suit  per< 
sons  desiring  to  invest,  the  following  valuable  Securities : 

LOUISVILLE  CITY  BONDS,  at  30  years. 

OHIO  AND  MISSISSIPPI  R.  K.  STOCK,  drawing  interest. 

MAYSVILLB  AND  LEXINGTON  MORTGAGE  BONDS, 
at  24  years. 

MATSVILLE  AND  LEXINGTON  B.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLE  R.  R.  STOCK. 

BUFFALO  AND  STATE  LINE  R.  R.  BONDS. 

Tliey  are  preparsd  to  negotiate  contracts  for  the  sonstruction 
and  equipment  of  railroads  in  any  part  of  the  country,  including 
furnishing  corps  of  engioeeis  and  contractors,  locomotive  en- 
gines and  cats,  railroad  bridgse,  McCallum's  Patent,  railroad 
|ron,clwlra.   plkea,  switch  Irons,  Ac.,  Ac. 

Hammeirs   Patent  Reeliningr 
Car  Seat 

for  Night  or  Day  Trcttetling. 

THE  subscriber,  having  been  appointed  sole  agent  for  tha  sale 
of  this  Seat,  begs  to  call  the  attention  of  Raihoad  OfBcers 
t  o  this  valuable  improvement  for  comfort  in  Railroad  Travelling. 
They  can  now  be  furnished  at  about  the  same  cost  as  the  or- 
dinary car  seat,  and  with  the  manufacturer's  present  arrange- 
ment, they  occupy  but  little  more  space  in  the  car. 

THOS.  M.  CASH, 
^ema  K«Mi«QUirouilbit,?|ii,A9ii,r>U. 


ENGINEERS. 


Atkinson,  T.  C«, 

Mining  and  Civil  Engineer, 
Alexandria,  Va. 


Barnes,  Oliver  W., 

Chief  Eng.  Pituburg  and  CotinellsviDe  RR.  Co.,  Pittsburg,  Pa. 


Edward  Boyle, 

Chief  Engineer,  2d,  Sd,  and  9th  Avenue  Railroads  New  York 
OtHce  123  .Chambers  st. 


Clement,  Wm.  H., 

Little  Miami  Railroad,  Cincinnati,  Ohio. 


Cozzens,  W,  H„ 

Engineer  and  Surveyor,  St.  Louis,  Mo. 


Alfred  W.  Craven, 

Chief  Engineer  Croton  Aqueduct,  New  York. 

Charles  W.  Cop  eland, 

steam  Marine  and  Railway  Engineer, 
'~  64  Broadway,  New  York.  


Davidson,  M.  O., 

Oivil  and  Mining  Engineer,  Cumberland,  Md. 


C.  Floyd- Jones., 

Division  Engineer  3d  and  12th  Divisions. 

IllimoisCbhtbal  Railboad. 

VcavidUa,  10. 


Gay,  Edward  F., 

Civil  ^Engineer,  Philadelphia,  Pa. 


Gilbert,  IVm.  B., 

Syracuse  aud  Binghamton  Railroad,  Syracuse,  N.X- 


Gzowski,  Mr., 

S'..  Lawrence  A  Atlantic  Railroad,  Montreal,  Canada. 

— '—  II  - 

Grant,  James  H., 

New  Orleans  and  Nashville  R.R.,  Aberdeen,  Miaa. 

Holcomb,  F.  P. 

Ohie  Sng.  Augusta  and  Waynesboro,  and  Savaimali  an  \  P  nia- 
cola  Railroads,  Marthasville,  Macoo  Ca,  6a. 


S.  W.  Hill, 

Mining  Engin'^erand  Surveyor,  Eagle  River, 
Lake  Superior. 


Hngrer,  T.  P., 

Northeastern  Railroad,  Charleston,  S.  C. 


D.  Mltcbell,  Jr., 

Cliief  Engineer  Pittsburgh  and  Stcubenville,  aud  Chartiers  Valley 
Railroads,  Pittsburg,  Pa. 


Samuel  Me  Blroy,  ' 

Assistant  Engineer,  New  York  Navy  Yard. 

Mills,  John  B.,  Civil  Engineer, 

Backets  Harbor  and  Saratoga  R.  R.,  24  WilUam  St.,  N.  Y. 


Miller,  J.  F., 

Bu^o  and  Conhocton  Valley  Railroad^  Avon,  N.  Y. 


Morris,  Ellwood, 

Engineer  and  Agent  DAUPHIN  &  SUSQUEHANNA  CO., 
Cold  Spring,  Lebanon  Co.,  Pennsylvania. 


Septimus  Norris, 

Civil  and  Mechanical  Engineer,  Philadelphia. 

Saml.  &  gTh.  Nott,       "^ 

Civi  1  Engineers,  No.  6  Niles*  Building,  Change  Avenue,  Boston. 

Osborne,  Riehard  B.,  » 

Civil  Engineer,  Office  73  South  4th  st,  Philadelphia. 

Prichard,  M.  B., 

East  Tenn.  and  Oeorgia  Raih-oad,  KnorvUle,  Tetm.  ■ 

W.  Milnor  Roberts, 

Chief  Engineer  AUe^iany  Valley  Raihoad,  Pittsburgh,  Pa. 


Shanly,  Walter, 

Chief  Engineer  By  town  and  Prescott  Railway, 
Preacott,  Canada. 


Roberts,  Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pittsburgh,  Pa. 


Sanford,  C.  O.,  ' 

South  Sld«  Railroad,  Vvgiiiii. 


Schlatter,  Charles  L., 

Civil  Engit>eer,  Ogdensburgh,  N.  Y. 


Stranghan,  J.  R., 

Ohio  and  Indiana  Railroad,  Bucyrus,  Ohio. 


Steele,  J.  Dntton, 

Pottstown,  Pa. 


Charles  B.  Stuart,. 

Civil  Engineer,  New  York. 


Edward  W.  Serreil, 

Civil  Engineer,  157  Broadway,  New  York. 

P.  J.  Tournadre, 

Chief  Engineer  Vksksburg,  Shreveport  and  Texas  R.R., 
Vioksburg,  Miss. 


Trautwine,  John  C. 

Civil  Engineer  and  Architect,  Philadelphia. 


Troost,  Lewis, 

Alabama  and  Tennessee  Railroad,  Selma,  Ala. 


A.  B.  Warford, 

Chief  Engineer,Susqaekanna  Railrocul,  Harrisbo       Pa. 


Whipple,  S., 

Oivil  Engineer  and  Bridge  Builder,  Albaqy,  N.  Y 


Wm.  J.  Toung 

HAS  removed  hia  Engineering  and  Surveying  Instrument  Man 
ullactory  to  Na  83.  North  Seventh  Street,  Philadelphia. 


BUSINESS    CARDS. 


Railroad  Instruments. 

THEODOLITES,  TRANSIT  COMPASSES  AND  LEVEL  S 
on  a  new  principle,  with Fraunhofers  Munich  Glasses,  Sur- 
veyors' Compasses,  Barometers,  Chains,  Drawing  Instruments  , 
etc.,  all  of  the  l>est  quality  and  workmanship,  fur  sale  at  unu  «• 
ually  low  prices  by                            E.  &  G.  W.  BLUNT, 
New  York,  Dec  1, 185L No.  179  Water  street. 


James  Herron,  Civil  Engineer, 

OF  THE  UNITED  STATES  NAVY  YARD, 

PENSAOOLA,  FLORIDA., 

PATENTEE  OF  THE 

HERRON     RAILWAY    TRACK 

Models  of  this  Track,  on  the  most  improved  plan  may  be 
seen  at  the  Engineer's  office  of  the  New  York  &.  Erie  Railroa<3 . 

w.  G.  Atkinson; 

MINING  ENGINEER,  SURVEYOR  ANn  DRAFTSMAN 
CUMBERLAND,  UA^  ....AND, 

Will  attei>d  to  business  in  his  Profession  In  the  Coal  Regi(»  add 

vicinity. 

REFERENCES : 

Jerry  Cowtes,  Esq.,  New  York. 

CoL  Wtn.   Young  do. 

Jas.  W.  McCuUok,  Esq.,  late  U.  S.  Treas.,  Washmgtm. 

June  26, 1853. 

To  Eng^ineers,  Architects  and 
Draughtsmen. 

THE  undersigned  be^gs  respoctAilty  to  inform  Gentlemen  id 
the  above  professions,  that  he  has  constantly  on  hand  a 
great  variety  of  instnunents  for  Field  and  Office  use.  ^' 

JAa  PRENTICE,    * 
Feb.  0, 1853.  1  Chamber  street,  New  Yotk. 

Gas  Fixtures. 

FIXTURES  for  Burning  Gas  for  Lighting  Public  Buildings 
Private  Dwellings,  Stores  and  Factories,  manufoctured^ 
the  subscriber  in  great  variety.    Orders  by  Mail,  or  left  at  the 
Factory  on  Causeway  street,  will  be  promptly  attended  to. 

HENRY  N.  HOOPER  &  CO. 
Boston,  March  23, 1850.    6ml3 

,  H.  SAWYER 

(of  the  late  nrm  of  SA WYE  R  &  HOBBYX 
Manufacturer  of  Transits  and  Levels, 

HAS  removed  to  Union  Place  near  Warburtoo  Av..  Yookers. 
N.Y. 

J.  S.  Sewall, 

OrVIL  SNaiNXSRS, 

ST.  PAUL  MINE80TA. 

Edgre  Tools. 

THE  Underbill  Edge  Tool  Company  manufacture  Orom  the 
best  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  foi 
the  New  England,  Southern  and  Western  trade,  including  Ates, 
Adzes,  Picks  and  Chisels ;  all  of  which  are  constantly  kept  on 
band  at  their  Warehouse,  63  Kilby  street,  Bostoa 
»«c«nber  18, 1U2.  WM.  8.  SAMTSON,  A|«t. 
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Nei^  Tork  Central  Rallraad 

We  gave  last  week  the  report,  under  date  of 
30th  September  last,  of  this  Company  to  the  Legis- 
lature.     The  results  as  stated  are  satisfactory. 


neither  do  we  believe  there  is  any  ground  for  the 
insinuations  that  are  cou.stantly  being  thrown  out 
against  tbe  director."*.  But  where  there  is  con- 
cealment, suspicions  will  bo  aroused,  andt  here  are 
always  evil-minded  persons  to  give  circulation  to 
them-  The  directors  owed  it  to  themselves  to 
silence  the  insinuations  which  are  thrown  out, 
more  freely  than  ever  in  tho  absence  of  any  pro- 
per report.  They  owe  it  to  the  public  to  set  a  dif- 
ferent example.  It  is  not  the  report  of  the  in- 
vestigating committee  that  is  wanted.  Such  a 
committee  can  do  little  more  than  to  certify  to 
the  correctness  of  the  company's  books.  No  one 
really  supposes  that  such  a  committee  will  find 
much  to  do.  What  the  stockholders  want  ia  a  re- 
port, showing  whether  the  road  has,  and  is  having 
a  competent  management ;  for  what  objects  the 
large  and  unexpected  increase  of  capital  has  been 
found  necessary  ;  what  arrangements  aad  connec- 
tions have  been  formed  with  other  roads;  and 
whether  the  company  have  been  subjected  to  any 
extraordinary  charges  or  expenses,  in  the  .shai)e  of 
steamboats,  &c.,  &c.,  which  might  be  abated. 
Certainly  the  directors  ought  to  have  given 
full  and  detailed  statements  f>f  the  application  of 
every  penny  for  the  past  year.  It  may  be  that 
such  statements  would  disclose  mistakes  and  ab- 
uses, that  would  in  this  manner  be  pointed  out, 
and  corrected ;  but,  which  in  the  multiplicity  of 
their  duties,  escape  the  attention  of  the  directors 
The  convention  of  stockholders,  at  their  annual 


The  net  earnings  for  the  year  have  been  S2,801,-|meeting,  appointed  a  committee  of  investigation, 


162 ;  or  a  fraction  over  8  per  ceft.  on  a  present 
total  cost  of  $36,014,536.  The  amount  paid  for 
interest,  and  to  the  sinking  fund,  is  8767,672 ; 
leaving  as  applicable  to  dividends  2,033,592; 
equal  to  nearly  9  per  cent  on  a  stock  capital  of 
»23,0«7,415. 

The  funded  debt  is  to  be  increased  S*2,619,- 
319,  by  the  sale  of  the  balance  of  the  7  per  cent- 
three  million  loan.  The  total  capital  will  then 
reach  $37,688,866. 

The  late  board  make  uo  other  report  to  the  stock- 
holders. They  give  no  insight  into  the  manage- 
ment of  the  road.  Tbe  stockholders  have  no 
other  jueans  of  knowing  whether  the  read  has 
l)eeB  coodncted  in  a  faithful  or  unfaithful,  com- 
petent or  iDC(HDpetent  manner.  This  is  all  wrong. 
We  hare  no  doubt  that  the  road  is  well  managed ; 


who  will  report  at  their  convenienct^^.  The  ap 
pointment  of  such  a  committee,  though  very  pro- 
per, and  though  it  should  not  be  considered  as  an 
implication  that  the  directors  are  chargeable  with 
misconduct,  is  an  unusual  .ttep  on  tbe  part  of  our 
companies,  and  consequently  in  the  present  case, 
is  evidence  that  dissatisfaction  exists.  We  believe 
the  report  will  vindicate  the  directors,  but  they 
would  have  escaped  tbe  insinuations  thrown  out 
by  making  public  all  their  acts.  They  should 
have  given  no  occasion  for  the  appointment  of 
such  committee,  and  should  have  left  nothing  for 
it  to  do,  if  appointed.  By  proper  action  on  their 
pail,  they  would  have  shielded  themselves  from 
aspersions,  and  secured  toward  the  road  and  its 
mant  ypement  a  higher  degree  of  public  confidence 
than  exists.  *' 


Erie  Railroad. 

The  new  loan  of^his  company  is  being  gradu- 
ally subscribed,  a  sufficient  sura  having  been  Be 
cured  to  i-ender  tho  taking  of  tbe  whole  wnownt 
certain.  l^  ^i  : 

W«  think  the  friends  of  the  Erie  Railroad  have 
a  right  to  bo  particularly  satisfied  with  the  posi- 
tion it  holds  in  public  estimation.  We  all  know 
the  different  phases  it  hsa  gone  throiigh,--flr»t  of 
unlimiteti  confidence,  then  of  an  almost  equal  de- 
gree of  distrust;  neither  extreme  being  based 
upon  any  well  grounded  connection  at  the  time. 
The  enormous  amount  invested  in  it  at  least  ferced 
the  public  to  investigate  its  merits,  which  have 
resulted  in  a  firm  belief  of  its  value,  and,  we  are 
happy  to  say,  of  the  excellence  of  its  manage- 
ment ;  for  ,  upon  careful  inquiring  of  tbe  best  of 
.sources-of  information,  we  find  such  to  the  uni- 
versal opinion.  Now,  while  the  public  took  the 
previous  loans  of  the  company  upon  trtisf,  they 
are  taking  the  present  one  upon  a  conviction, 
resulting  from  a  thorough  examination  of  the 
merits  of  tho  road.  We  do  not  say  that  one  rea- 
son for  taking  tbe  loan  is  not  a  desire  to  sustain 
the  road  ;  fur  much  belter  bargains  can  be  made 
by  those  having  money  than  by  taking  tlie  loan 
at  the  rates  offt-red,  and  many  are  subscribers  to 
it,  who  would  prefer  to  use  their  means  in  other 
ways.  These  facts  are  the  best  evidence  in  favor 
of  the  road,  as  the  public,  in  siich  times  as  the 
present,  would  certainly  not  come  to  its  aid,  did 
not  both  the  work  and  the  management  deserve 
to  be  sustained.  Did  the  value  and  the  market 
price  of  ita  securities  always  go  toeetb^r,  the  Ut> 
ter  would  never  have  ranged  so  high  as  at  the 
present  instant.  The  earnings  of  the  road  are 
entirely  satisfactory,  and  are  fully  up  to  the  most 
sanguine  expectations.  Tbe  management  has  un- 
dergone a  thorough,  searching  and  intelligent  re- 
form; a  reform  which  seeks  to  grasp  no  more 
than  it  can  bold,  to  make  secure  whatever  is 
gained,  before  another  step  is  taken.  There  is 
hardly  such  a  thing  as  a  kasty  reform.  It  is  osly 
revolution. 

We  willingly  add  our  testimony  to  that  of  the 
public.  It  is  disinterested  at  least,  which  ah<>u1d 
render  it  no  less  valuable.  We  hold  that  nothing 
which  has  not  merit  should  be  sustained.  Our 
tsst  of  expediency  is  the  result  in  money.    Where 
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this  caunot  be  figured  out,  we  are  fur  letting 
everytbiug  go.  All  ideal  standards  are  too  un- 
certain to  be  trusted.  Did  we  consider  it  demon- 
strated tbat  tbe  Erie  Railroad  could  pay  only  on 
a  cost  equal  to  the  amount  of  the  three  first  mort- 
gages, we  would  not  advocate  the  raising  of  a 
penny  to  make  a  further  experiment  to  see  if 
.something  could  not  be  saved  for  the  stock,  aud  un- 
secured bondholders.  But  there  is  snough  for 
all,  if  the  finances  of  the  company  can  only  be 
pat  in  a  proper  position.  '   :         "    ' 

We  wish  to  impress  upon  the  public,  the  fact 
that  the  success  of  the  Erie  Railroad  depends 
upon  its  management.  It  must  always  be  secure 
of  an  abundant  business  at  remunerative  ratefl. 
This  fact  we  consider  as  settled. 

RIghrs  and   I<labilitles  of  Stoelc  and  Bond- 
holders i»  Rall«vaya< 

Having  been  requested  by  a  Foreign  Uons  to 
answer  the  following  queries  in  reference  to  the 
rights  and  liabilities  of  stock  and  bondholders  in 
railroads,  wo  prist  our  answers,  thinking  they 
may  be  of  interest  to  other  parties  ; 

1st.  Are  the  stockholders  in  a  railroad  responsi- 
ble for  more  than  the  amount  of  their  shares,  in 
case  of  the  failure,  or  ill  success  of  tbe  roadi 

2nd.  Are  the  bondholders  entitled  to  more  than 
tbe  mortgage  guarantees  to  them  ;  and  in  case  the 
property  conveyed  be  insufficient,  can  they  collect 
the  balance  of  the  stockholders  individually  1 

3rd.  Is  there  an}'  law  in  any  of  the  States, 
where,  in  case  there  be  no  mortgage,  the  bond- 
holders could  sue   the   stockholders  individual- 

ANSWERS. 

1st.  The  stockholders  of  a  railroad  are  not,  as  a 
general  rule,  liable  for  more  than  the  amount  of 
shares  held  by  them.  The  exteut  of  the  liability 
.is  fixed  by  the  statutes  of  the  several  States.  The 
State  of  Ohio  is  the  only  one  where  this  liability 
is  increaseil  beyond  the  amount  of  stock  original- 
ly taken.  By  the  new  Constitution  of  that  State, 
Stockholders  in  all  companies  organized  under  it 
are  made  liable  for  a  further  sum,  equal  to  the 
amount  of  stock  subscribed. 

2nd.  Mortgagees,  in  the  event  of  their  obtaining 
a  judgment  against  a  company,  may  levy  upon 
corporate  property  where  they  can  find  it,  and 
may  satisfy  their  claims  thereby,  without  resort- 
ing to  the  property  mortgaged  to  them.  It  is  op- 
tional witli  them  whether  they  will  satisfy  their 
claims  out  of  that  which  is  mortgaged,  or  other 
property.  They  may  take  the  former,  apply  the 
proceeds,  and  collect,  if  they  can  find  property 
the  balance  of  the  company. 

3rd.  In  no  case  that  we  are  aware  of,  are  stock- 
holders liable  directly  to  the  creditors  of  a  compar 
ny.  If  they  are,  it  must  be  by  some  special  stat- 
ute. The  liability  of  Ui«  stockholder  to  a  compa- 
ny is  in  the  nature  of  the  contract  to  pay  a  certain 
sum  of  money,  the  considtration  for  which  are 
the  shares  issued,  "the  company  can  enforce  this 
contract,  but  mere  creditors  cannot.  Their  claim 
is  against  corporate  property  alone.  It  may  be 
that  creditors  could  collect  the  amount  of  unpaid 
subscriptions,  but  this  would  depend  upon  the 
rights  secured  under  the  mortgage.  If  the  fran- 
chise be  conveyed,  and  the  creditors,  by  judgment 
of  law,oblain  pos.session  of  the  company's  proper- 
ty, in  such  case  the  courts  might  allow  them  to 


scriptions.  But  rights  so  remote  and  contingent 
are  worth  but  little,  and  would  seldom  be  enforc- 
ed, evenwhere  they  existed. 


Viclcabargh,  Slire'reiH»rt  4b  Texaa  Railroad. 

Vickslnirgk,  Miss.,  November  20th,  1854. 
Editor  of  the  American  R.  R.  Journal. 

Never  having  read  in  your  valuable  Railroad 
Joamal  anything,  bnt  a  general  notice  of  our 
Vicksburgh,  Shreveport  and  Texas  Railroad,  I  beg 
leave  to  lay  before  you  a  more  particular  account 
of  its  position  and  prospects,  and  likewise  some 
views  and  estimates  of  its  importance. 

According  to  tbe  Report  of  the  President  and 
Directors  in  October  last,  th'e  means  of  tbe  Com- 
pany are  as  follows : 

Private  subscriptions $576,000 

Pai  ochial  or  corporate  do 380,000 

State  do 800,000 


collect  tbe  amounts  due  on  outstanding  stock  sab- 


'  $1,765,000 

Tbe  State  stock  is  payable  rateably,  as  the 
parish  and  private  subscriptions  are  paid  in,  in 
the  proportion  of  one  dollar  to  four. 

The  payments  by  private  and  tax  stockholders 
amounted  on  the  1st  October  to  $40,000,  and  the 
State  issues  her  Bonds  for  $10,000,  payable  in  40 
years,  interest  at  6  per  cent,  payable  semi-annual- 
ly. These  Bonds  must  be  sold  at  or  above  par, 
and  if  above,  the  excess  goes  into  the  Treasury 
of  the  State. 

The  capital  of  the  Compauy  is  $4,000,000. 
Hence  if  the  private  and  corporate  subscriptions 
amounted  to  $3,200,000,  the  State  would  pay  the 
whole  $800,000;  otherwise  the  State  is  to  pay 
only  as  above  mentioned. 

With  this  commencement,  the  Directors  placed 
under  contract  in  June  last  60  miles  of  the  road 
in  three  sections,  two  of  twenty  aud  one  of  ten 
miles,  at  $10,000  per  mile  for  the  two  larger,  and 
$9,500  per  mile  for  the  less,  the  contractors  to 
complete  the  whole  work,  except  the  furnishing 
of  iron.  One  of  the  contractors,  the  one  on  the 
section  next  to  the  Mississippi  River,  has  placed 
200  laborers  on  the  work,  and  it  is  rapidly  pro- 
gressing. 

If  a  strong  contracting  company  could  be  in- 
duced to  take  the  residue  (145  miles),  and  receive 
the  State  Bonds  and  the  subscription  list  in  pay- 
ment,  the  Company  would  be  willing  to  issue  its 
own  Bonds  for  any  deficiency,  bearing  a  fair  inter- 
est, with  tbe  privilege  of  converting  those  Bonds 
into  stock  within  a  specified  time,  the  interest  to 
be  paid  semi-annually  ;  and  the  principal,  out  of 
the  first  profits.  Of  coarse,  a  first  lien  upon  the 
whole  road,  would  attach  to  those  Bonds,  to 
secure  their  payment.  Or  if  the  contracting  com- 
pany would  subscribe  the  balance  of  the  stock  at 
once,  to  be  paid  in  construction,  the  whole  amount 
of  State  subscription  would  be  paid  to  them,  as 
the  work  progresses,  as  well  as  the  whole  amount 
of  other  subscriptions  now  secured,  or  which  may 
hereafter  be  secured  from  individuals  or  corpora- 
tions. 

With  a  prompt  exertion  an«l  a  vigorous  pro- 
secution of  the  work,  under  able  and  experienced 
contractors,  the  private  stock  can  be  largely  aug- 
mented. 

To  enable  a  contracting  company  to  judge  of 
the  prospects  of  success,  and  of  a  full  and  fair  re 
mnneration,  I  beg  leave  to  present  the  following 
considerations. 


Our  road  commences  on  the  West  bank  of  the 
Mississippi  River,  opposite  to  Vicksburgh,  and 
runs  through  the  parish  of  Madison  about  38 
miles,  Carrol  18  miles,  Morehouse  16  miles,  Oua- 
chita 30  miles,  Jackson  25  miles,  Bienville  80 
miles.  Bossier  18  miles  and  Caddo  20  miles,  in  all 
195  miles. 

The  parishes  of  Franklin,  Caldwell,  Union  and 
Clairborne,  lie  coatiguous  to  the  route,  and  will  be 
equally  benefitted  by  the  improvement. 

These  12  parishes  compose  the  best  cotton 
region  of  the  State  ef  Louisiana.  Its  value  has 
been  but  recently  begun  to  be  properly  appre- 
ciated,  and  it  is  already  being  rapidly  improved 
and  populated. 

These  parishes  in  1852  contained  a  population 
of  30,000  whites  and  46,099  blacks.  They  pro- 
duced 140-,000  bales  of  cotton  and  1,803,601 
bushels  of  corn,  on  222,553  acres  cultivated  in 
cotton  and  167,329  acres  iu  corn.  That  yiear  was 
unfavorable  for  crops,  in  consequence  of  continued 
drought. 

The  parishes  of  Madison  and  Carrol  are  the 
most  densely  settled,  lying  on  the  Mississippi 
River.  Madison  cultivated  38,164  acres  in  cot- 
ton, and  produced  38,189  bales.  Carrol  cultivated 
37,251  acres  in  cotton  and  produced  38,289  bales ; 
beside  each  raised  an  abundance  of  corn,  stock, 
&c.  Both  Madison  and  Carrol  are  subject  to 
overflow  to  a  greater  extent  than  any  other  par- 
ishes along  the  route. 

Now,  what  is  the  capacity  for  production  and 
population  in  these  12  parishes  1  ' 

By  the  constitution  each  parish  must  contain 
an  area  of  25  miles  square.  These  contain  more, 
but  say  26  miles  square,  and  they  contain  4,800,- 

000  acres  of  land.  To  enable  you  to  judge  ac- 
curately how  much  of  this  is  or  will  be  arable, 

1  would  direct  attention  to  the  Levee  system  of 
the  State,  by  which  the  overflowed  lands  are 
drained  and  to  be  reclaimed. 

The  General  Government  transferred  to  '  the 
State  near  ten  million  acres  of  swamp  laud  for 
the  purpose  of  draining  the  country,  and  of  keep- 
ing the  waters  of  the  Mississippi  and  other  over- 
flowing rivers  within  banks,  by  embankments  or 
levees  on  the  margins. 

The  State  has  taken  charge  of  this  munificeLt 
grant,  and  is  engaged  in  draining  and  declaiming 
the  country.  The  result  will  be  that  nearly  the 
whole  of  this  rich  alluvial  region  will  bo  rendered 
suitable  for  culture.  When  reclaimed  it  will  pro- 
duce from  1}  to  2  bales  of  cotton  per  acre. 

It  is  not  contended  that  the  whole  can  be  re- 
claimed, but^uch  the  greater  part  say  two- 
thirds. 

Perhaps  one  million  of  the  4,800,000  acres  in 
North  Louisiana,  is  swamp  land  ;  and  at  least  one- 
half  of  that  can  and  will  be  perfectly  reclained 
for  cultivation.  By  swamp,  I  do  not  mean  marshy 
or  boggy  land,  but  merely  such  alluvial  -and,  as 
is  occasionally,  not  annually  even,  overflowed  by 
the  waters  of  the  Mississippi,  Ouachita  and  Bed 
Rivers. 

There  are  at  least  8,800,000  acres  free  from  in- 
undation, nine-tenths  of  which  is  arable  ;  and  if 
one  half  of  tbe  swamp  land  in  the  12  Parishes  be 
reclaimed,  it  leaves  4,300,000  acres  for  jugular 
cultivation.  Its  fertility  and  salubrioasQet<s  will 
invite  population,  as  soon  as  oatleto.^.^n>rio»t*»e 
Qstablisbed.  ..i>  vn  wKii  jV' 
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What  are  the  constituent  elements  of  value  of 
land  in  any  region  of  country  1  First,  fertility  of 
soil  or  capacity  to  produce  ;  second,  salubrious- 
ness  of  climate,  essential  to  happiness  in  .'igricul- 
tural  life ;  and  finally  facilities  to  market,  giving 
incentives  to  agricultural  labor,  and  securing  gen- 
eral prosperity. 

The  two  first  are  possessed  by  North  Louisiana, 
in  an  eminent  degree ;  and  our  railroad  will  ex- 
tend to  that  region  the  last,  which  will  render  it 
the  most  desirable  portion  of  the  South. 

Let  me  remark,  that  portions  of  our  swamp 
which  cannot  be  reduced  to  culture,  are  covered 
with  Cypress  Brakes  affording  the  finest  timber  in 
the  world,  and  these  Brakes  are  so  dispersed  as 
to  give  to  all  sections  an  abundance  for  plantation 
purposes  and  for  shipment.  Indeed  so  valuable 
are  those  brakes  beginning  to  be  considered,  that 
speculators  are  entering  such  as  are  not  already 
secured,  for  future  supplies  of  lumber.  Many  of 
them  are  now  estimated  at  ten  dollars  per  acre, 
especially  where  they  exist  on  deep  sloughs, 
through  which  the  trees  can  be  floated  to  mills 
and  to  market.  ■')"<;'  i",^*!'!;'"^: 

Now,  sir,  if  this  be  not  an  overdravm  picture, 
what  portion  of  the  4,800,000  acres  may  be  rea- 
sonably estimated  for  culture  1 

With  my  knowledge  of  the  country,  I  have  no 
hesitation  in  saying  that  one-half  of  the  whole  is 
susceptible  of  cultivation.  But  say  that  one  mil- 
lion is  devoted  to  cotton,  ainl  one  million  to  corn ; 
and  say  that  the  average  product  will  be  ^4  bale 
of  cotton  and  20  bushels  of  corn  per  acre.  This 
will  give  us  760,000  bales  of  cotton  and  20,000,000 
bushels  of  corn, 

At  $36  per  bale,  the  cotton  will  bHng  ^6,250,- 
000;  and  at  50  cents  a  bushel,  the  corn  will  briug 
teoMuillions  of  dollars. 

Think  of  it !  a  country  195  miles  in  length  and 
fifty  in  width ,  capable  ot  producing,  jvhen  fairly 
developed,  cotton  and  corn  to  the  value  of  $36,- 
250,000  annually.  ^..  v.,  - 

If  this  region  can  produce  as  stated,  will  any 
man  of  sense  doubt  that  it  will  be  made  to  do  so 
whenever  a  first  class  Railroad  shall  be  construct- 
ed through  it,  so  as  to  allow  perpetual,  easy  and 
cheap  travel  and  transportation  1  I  take  it  for 
granted  that  such  a  country  will  soon  contain  a 
population,  bearing  a  rational  relevancy  to  the  re- 
munerative resalts  of  labor. 

I  will  compare  these  estimates  for  the  future, 
with  the  facts  of  the  present. 

In  1862,  140,000  bales  at  $35  per  bale,  give8*S4,- 
900,000  against  $750,000  bales,  worth  $26,260,000 
also  1,803,661  bushels  of  corn  fit  50  ctnts  per 
bushel,  worth  $901,830  against  20,000,000  bush- 
els, worth  ten  millions  of  dollars,  also  889,883 
acres,  cultivated  in  cotton,  against  2,000,000  of 
acres. 

These  are  not  over  estimates  for  the  future. — 
There  are  in  fact  10,000  square  miles  in  the  12 
Parishes,  consequently  6,400,000  acres,  whereas  I 
estimated  only  7,500  square  miles,  or  4,800,000 
acres.  The  land  that  will  be  cultivated  in  cotton 
will  produce  a  bale  per  acre,  whereas  I  estimated 
only  ^  of  a  bale. 

If  this  country  shall  ever  contain  a  population 
correspondent  with  such  production,  you  may 
readily  calculate  the  business  for  our  road,  when 
I  make  known  a  few  other  facts. 

The  present  outlets  to  market  are  the  Red  Riv- 


er, Ouachita,  Boeff,  Macon  and  Tensas.  But  there 
is  no  navigation  in  these  streams  before  the  Ist  of 
January.  From  that  period  U)  about  tlie  Ist  of 
July,  they  coniaiu  sufllcient  water  for  steamers  of 
a  small  class. 

The  whole  crop  of  corn  is  ready  for  market,  be- 
fore the  1st  of  January,  consequently  a  very  large 
portion,  would  pass  over  our  road  to  the  Mississip- 
pi during  the  months  of  September.  October,  No- 
vember and  December ;  and  that  portion  which 
will  not  run  to  the  Mississippi,  will  pass  over  a 
part  of  the  road  to  Red  River,  Ouachita,  &c.,  ex- 
cept from  the  immediate  vicinity  of  those  smaller 
streams. 

The  reasons  for  shipping  on  the  road,  before  na- 
vigation is  open,  in  tho  smaller  rivers,  are  obvi- 
ous. 
Ist.  The  early  market  is  better  than  the  late — 
frequently  to  the  extent  of  one  or  two  cents 
per  pound,  or  from  four  to  eight  dollars  per 
bale,    a    diflTerence    amply     sufficient    and 
more,  to  pay  the  extra  Railroad  transporta- 
tion. 
2nd.  Interest  on  the  amount  of  crop,  ready  for 
market  is  saved  to  the  producer,  from  the 
time  it  is  ready,  to  the  time  of  shipment  by 
water  and  of  sale;   usually   three   or   four 
months. 
3rd.  Interest  on  planter's  indebtedness  in  New 
Orleans  and  wlsewhere,  is  saved  to  producer, 
by  early  shipments,  sales  and  payments. 
4th.  Cotton  stored  at  shipping  points,  waiting  for 
navigation,  cannot  obtain  insurance,  hence  a 
great  risk  of  loss  by  fire  &c. 
These  are  sufficient  reasons  for  a  prudent  man, 
to  send  off  his  coltun  by  railroad  to  the  Mississip- 
pi, as  fast  as  it  is  ready ;   even  though  he  pays  a 
small  sum  more  for  transportation, 

Hence  I  contend  that  ^3  of  the  whole  crop  of 
N.  Louisiana  will  pass  over  our  road ;  and  from 
the  day  of  its  completion  we  may  safely  estimate, 
that  250,000  or  300,000  bales  will  be  transported 
at  one  dollar  per  bale.  And  this  amount  will  in- 
crease with  every  year  because  of  the  increase  of 
production.  ■"    -^-ftii-^*." 

The  vast  cane  brakes  which  cov^  (he  high 
lands  of  our  swamp  region,  afford  the  finest  range 
for  cattle.  1  may  say  it  costs  nothing  to  raise 
cattle,  but  the  salt  to  keep  them  gentle.  Stock 
will  be  carried  from  the  Interior  and  Texas  to  the 
Mississippi,  oq  the  road.  In  the  North,  stock 
trains  are  reckoned  very  profitable  to  railroads. 
Why  may  we  not  expect  to  transport  beeves  from 
our  region  to  New  Orleans  by  our  road  asd 
steamers,  and  there  come  in  competition  with  the 
stock  raisers  of  Ohio  and  Kentucky,  where  it  costs 
money  to  raise  beeves,  and  money  to  ship  them 
by  steamers  fifteen  hundred  miles  to  market; 
and  where  stock  raisers  have  become  the  most 
wealthy  and  respectable  of  agriculturists  1 

To  raise  cattle  shops,  with  us,  does  not  take  a 
hand  from  the  cotton  fields.  ' 

Let  us  examine  the  prospects  of  our  road  from 
travel.  We  are  on  the  direct  line  of  emigration, 
to  North  Louisiana,  South  Arkansas  and  Toxas. 
These  emigrants  cross  the  Mississippi  at  many 
points  between  Memphis  and  New  Orleans.  Those 
that  cross  at  Vicksburgh  alone  would  enable  the 
road  to  do  a  good  business.  But  if  it  were  once 
finished  to  Texas,  it  would  draw  all  to  Yicksburgh 
and  therefo;^  it  may  become  tbe  gceat  thorough- 


fare of  emigrants,  because  it  is  the  most  central 
for  all,  especially  those  from  the  Carolinas,  Geor- 
gia, Alabama,  South  Tennessee  aod  Mississippi. 

This  tide  of  emigration  will  continue  until 
North  Louisiana,  South  Arkans.i8  and  Texas  are 
filled  up,  and  then  the  ordinary  intercourse  be- 
tween the  great  and  then  populous  States  West  of 
the  Mississippi  and  the  older  States  East  of  the 
Mississippi,  will  ensure  perpetual,  profitable  busi- 
ness.   •    .'*':s:ii[f^-i*--i*-:-'' i  ^x-  .':■'■:-: --'i^  -y^r^'^'y^ 

The  probable  profits  of  bar  rcMid  maybe  esti- 
mated as  follows : 

250,000  bales  cotton  at  $1 $250,000 

Bagging,  rope,  dry  goods  and  groceries, 

WesU'rn  produce,  &c 100,000 

Emigrants  to  Texas  alone,  75,000  at  $6 

each 460,000 

Emigrants  to  North  Louisiana  and  Ar-  . 

kansas,  26,000  at  $3  each ^    76,000 

Stock,  surplus  of  plantations,  &c 10,000 

Transportation  of  Mails 10,000 

Ordinary  travel,  26,000  persons  at  $4  each.  100,000 


■V: 


,i%tm.t,  >.Vt<.»<«  ..».  ...$996,000 
Deduct  one-half,  vix 497,600 


leaving  a  net  income  of $497,600 

per  annum. 

The  cost  of  our  road  cannot  exceed  $8,500,000, 
the  interest  on  which  at  6  per  cent,  is  $210,000, 
80  that  after  paying  interest,  there  is  left  $287,500 
to  distribute,  sink  debts  if  any,  &c. 

But  will  the  expenses  amount  to  one-half  of  the 
gross  receipts'?  If  one-third  will  answer,  then 
after  paying  interest  on  the  cost,  wo  have  left 
$463,333  for  annual  distribution.  In  eight  years' 
operations,  the  read  would  pay  for  itself  j.  even  if 
the  business  did  not  increase.  >;,,.-  i.L^^./'  j'- 

So  far,  I  have  estim.-iteU  only  the  locjil  oaalDeM 
of  North  Loai.<4iana,  Arkansas  and  Texas,  and  as  to 
Texas  and  Arkansas,  only  iu  the  item  of  emip-a- 
tion.  Yet  the  cotton  of  Eastern  Texas  and  of 
South  Arkansas,  may  be  added  to  our  probable 
business.  The  Texas  cotton  will  pass  over  a  part 
of  it  to  the  Red  River  at  Shreveport,  and  some  of 
the  cotton  of  Arkansas  will  find  its  way  to  Vicks- 
burgh en  T<nUe  for  New  Orleans. 

The  travel  of  East  Texas  and  South  Arkansas, 
during  the  Fall,  maybe  placed  to  our  account. 
These  regions  are  rapidly  increasing  in  population 
aad  importance ;  and  when  it  is  recollected  that 
there  is  no  conveyance  for  persons  or  produce, 
except  by  a  tedious  journey  on  horseback  or  by 
ox  wagons,  and  that  the  planters  ai  e  cut  oflf  from 
personal  interviews  with  their  factors  aad  mer- 
chants in  New  Orleans,  during  the  whole  autumn, 
the  value  of  the  railroad  to  them  will  exhibit  the 
importance  of  their  customs  to  the  company. 

Our  ro»d,  you  are  aware,  runs  nearly  East  and 
Wesl,  on  or  near  the  line  of  north  latitude|32°  30 
about  forty  miles  South  of  the  Arkansas  SUte 
Line.  The  Pacific  Railroad  through  Texas  lies 
en  the  same  latitude  and  forms  a  continuation  of 
our  work.  Now  if  this  latter  euterprize  shall  be 
eventually  consummated,  it  is  most  obvious,  that 
the  income  of  ours  will  be  aug;mented  in  a  won- 
derful degree. 

Then  if  the  Vicksburgh  aud  Jackson  road  shall 
be  extended  Eastward  to  Montgomery,  Alabama, 
and  there  connect  with  the  Alabama,  Georgia  and 
South  Carolina  system  of  roads,  it  will  be  difficult 
to  compute  the  value  of  investments  iu  the  Vicks- 
buiTgh.  Shreveport  aad  Texas  Road.  There  is  not 
room  for  •  raUooal  doubt  that  these  works  will  be 


.'-  t: 


«20 


AMERICAN    RAILROAl)    JOURNAL. 


carried  out.  {f  ao,  there  will  be  railroad  commn- 
nioation  from  tlio  cities  of  Oiiarleston  ami  Savan- 
nah on  the  Aliautic  coastts  to  the  Rio  Grande  at 
£1  P&so,  a  (lislatice  of  about  1,600  miles,  leaving 
only  about  700  miles  through  New  Mexico,  Sonora 
and  Calit'ornia,  to  be  accomplished  by  the  General 
Qovernraent,  to  consummate  the  great  enterprize 
of  the  a^.       '.•■.'.•;..•.;  .^  •■';**  i">.    .'-mv  • .    <•  ■.'ft 

I  know  of  no  public  work  so  worthy  of  the 
att<M»tioii  of  rnt">rprizing  c  mtrnrtors  and  capital- 
ists, as  thiii  of  ouiH,  and  therefore  I  have  taken 
the  Hborty  of  presenting  thfse  views  and  estimates 
to  your  favorable  consideration. 

Your  enlightened  devotion  to  thu  cause  of  pub- 
lic improvement  entitles  you  to  the  esteem  of  your 
fellow  citizon.s  in  all  portions  of  the  Republic,  and 
therefore,  as  a  citizen  and  humble  co-laborer,  I 
beg  loavo  to  subscribe  myself, 
v..  ,•■,..    '  Your  friend 

Tl^-n:;    .;^  N.D.COLEMAN. 


-i'>vS'ort  'Wayne  and  Chlcaf^o  Railroad* 

REPORT    OK    THK    CHIEF    F.NQINEER. 

The  entire  road,  with  the  tr.'tck  laid  and  pre- 
partid  for  through  business,  with  partial  ball.ist- 
ing,  is  estimated  to  cost  $2,688,448,  including 
right  of  way  and  depot  grounds,  with  commis- 
sions, exchange,  insurance,  and  all  other  expen- 
ses connected  with  the  purchase  and  delivery  of 
iron  rails.  With  full  equipment,  depot  buildin°^, 
ballasting  and  fencing,  it  is  estimated  to  cost  S3,- 
148,  448,  averaging  821,384  per  mile.  (See  esti- 
mates in  detail  ap|>ended.) 

The  right  of  way  for  the  whole  route  has  been 
arranged,  as  far  west  as  the  vicinity  of  Chicago, 
and,  with  one  exception  inconsiderable  in  amount, 
has  been  paid  for.  Thence  to  our  proposed  depot 
grounds,  near  the  heart  of  the  city,  a  large  pro- 
portion has  been  settled  and  paid.  Ample  grounds 
have  been  purchased  for  the  outer  depot,  affording 
a  favorable  connection  with  the  lake  and  canal 
commerce.  At  Fort  Wayne,  and  all  important 
points  intermediate,  depot  grounds  have  been  pro- 
cured. 

On  the  entire  Hue  to  Chicago,  the  labor  of  grad- 
ing, and  delivery  of  cross-ties,  is  about  two-fifths 
performed. 

The  iron  rails  purchased  are  of  the  common 
pattern  of  heavy  T  rail,  weighing  60  lbs.  to  the 
yard.  The  estimates  and  plans  are  all  made  with 
a  view  to  a  first  class  road,  in  all  respects.  The 
physical  characteristics  of  the  route  are  most 
favorable.   They  may  be  stated  briefly  as  follows : 

Total  length,  147  miles,  of  which  144  miles  are 
straight  line,  and  but  three  miles  of  curved  line ; 
shortest  radius  of  curvature,  3,820  ft.;  total  de- 
flection is  but  207  degrees ;  total  ascent,  going 
west,  697  fl.;  total  ascent,  going  east,  889  ft.; 
maximum  grade,  264  ft.  per  mile.  The  formation 
of  the  country  is  favorable  for  good  drainage,  and 
excellent  gravel  for  ballastiag  is  found  on  tbo  line 
of  the  road.  The  avoidance  of  largS  water-cours- 
es cheapens  the  route,  both  in  construction  and 
repairs  ;  only  1 ,100  feet  of  truss  bridging  is  re- 
quired on  the  whole  road. 

Tho  directness  of  the  route,  for  all  practical 
purposes  a  straight  line,  from  the  southern  bend 
of  the  lake  to  Fort  Wayne,  removes  all  apprehen- 
sions of  "cut-ofi^,"  and  guards  against  any  neces- 
sity for  making  branch  roads. 

From  these  features  it  will  be  noticed,  that  in 
all  the  elements  favoring  the  highest  rate  of  speed, 
aad  the  greatest  freedom  from  accidents,  this 
route  is  not  surpassed,  if,  indeed,  it  be  equalled, 
by  any  bther  of  the  same  length,  even  on  the  level 
plains  of  the  West. 

The  same  favorable  characteristics  as  to  grades 
and  cnrvatifre  couiiaue  by  this  route  in  its  exten- 
sion eastward.  From  Chicago  to  Wooster,  335 
miles,  or  to  Glevelanel,  353  miles,  bo  grade  occurs 
higher  than  264  ft.  per  mile,  excepting  one  30  ft. 
grade,  descendinc  to  the  Clevelaod  Pepot.    Be- 


tween Chicago  and  Crestline,  278  miles,  there  is 
but  6)-2  miles  of  curved  lino,  and  thence  to  Cleve- 
land the  alignment  is  alike  favorable. 

As  a  starting  point  for  eastern  travel,  and  a  place 
of  distribution  for  the  great  tide  constantly  flow- 
ing westward,  no  one  of  our  western  cities  can 
compare  with  Chicago.  Her  geographical  poHition, 
and  the  relations  sustained  to  the  great  northwest, 
necessarily  give  this  city  such  j)re-eminence.  , 

A  glance  at  the  great  rivers,  the  Mis.sissippi  and 
Missouri,  and  the  extensive  region  drained  by 
them  and  their  tributaries,  as  it  .sprejids  out  upon 
the  map,  will  indicate  the  basis  upon  which  this 
statement  is  made.  Estimating  only  the  area  con- 
tained within  the  upper  section  of  these  two  great 
valleys  lying  north  of  the  parallel  of  Chicago, 
there  will  be  found  territory  enough  for  an  empire. 
Comparing  it,  for  the  purpose  of  obtaining  a  more 
definite  idea,  with  other  valleys  whose  present  re- 
sources and  population  are  known,  it  will  be  found 
that  the  drainage  of  the  Mississippi  alone,  above 
the  Des  Moine,  and  including  that  tributary,  is 
greater  than  the  entire  territory  drained  by  the 
Ohio  above  Cincinnati ;  while  the  country  drained 
by  the  Missouri,  above  and  including  the  Piatt 
River,  is  at  least  100  per  cent,  more  extensive 
than  the  region  drained  by  the  Ohio  above  the 
point  named.  Or  to  make  another  comparison, 
by  which  the  mind  may  be  further  aided  iu  grasp- 
ing the  future  of  the  north-west,  it  may  bo  stated 
that  the  region  embraced  within  the  valleys  of 
these  two  great  rivers  above  the  point  named,  is 
not  less  in  area  than  200,000  .square  miles,  leaving 
out  the  spurs  and  slopes  of  the  Rocky  Mountains, 
and  the  barren  plains  beneath  them,  which  is 
cfinal  in  extent  to  five  states  of  the  size  of  Ohio. 

While  it  is  safest,  in  any  estimate  of  these  new 
territories,  to  make  liberal  deductions,  yet  it  is 
not  probable  there  will  be  found  in  them  so  large 
a  portion  of  wasto  laud,  with  all  their  plains  and 
marshes,  as  in  the  now  populoiu  State  of  Pennsyl- 
vania, if  her  extensive  mountainous  districts  are 
duly  considered.  The  greater  part  of  it  is  known 
to  be  exceedingly  fertile. 

Now  the  point  to  which  I  would  here  call  atten- 
tion, is  the  certain  tendency  of  all  this  extensive 
country  to  Chicago,  in  its  business  relations,  and 
with  its  future  travel,  and  its  lighter  transporta- 
tion- New  Orleans  and  St.  Louis  will  no  longer 
bold  the  main  business  of  these  valleys.  New 
York,  Philadelphia  aod  other  great  marts  on  the 
eastern  .seaboard,  with  their  advantages  of 
climate,  of  foreign  commerce,  and  their  great  con- 
centration of  capital,  must  draw  in  that  direction 
tho  business  of  this  region,  even  to  the  base  of 
the  mountains ;  and  as  an  intermediate  market, 
Chicago  will  command  this  trade. 

So  far  as  respects  the  travel  and  other  railway 
business  of  the  northern  part  of  the  country  under 
consideration,  its  concentration  at  Chicago  is  for 
ever  secured  by  a  marked  geographical  feature. 
Lake  Michigan  stretches  to  the  North  for  350 
miles,  presenting  a  barrier  to  railway  communica- 
tion, insurmountable  and  perpetual.  The  travel 
at  all  times,  and  the  transportation  for  half  the 
year,  even  from  Milwaukie,  Madison  and  St.Pauls, 
must  first  reach  Chicago  as  a  starting  poiut  for  the 
East.  Since  railways  have  become  the  favorite 
and  general  mode  of  travel,  this  lake  will  prqve 
beneficial  to  Chioago  as  a  point,  in  the  obstruc- 
tions which  it  presents,  as  well  as  in  the  facilities 
which  it  affords.  The  back  country  thus  made 
tributary  to  Chicago,  and  to  her  three  eastern 
Tailroads,  extends  fi-om  the  mouth  of  the  Des 
Moine  to  the  Falls  of  St.  AnUiony,  and  from  Lake 
Michigan  to  the  western  boundary  of  Nebraska. 
It  includes  six  degrees  of  latitude,  and  in  area 
about  equals  France  and  England  combined. 

That  portions  of  this  vast  territory,  fi-om  want  of 
timber  and  other  causes,  may  for  some  time  re- 
main unoccupied,  is  a  contingency  which  I  do  not 
overlook.  And  yet  we  shall  probably  be  disap- 
pointed in  the  rapid  spread  of  population  over  the 
prairies,  pineries  and  mineral  districts  of  the  west 
and  northwest.  Our  farmers  have  just  learned 
how  little  timber  is  really  essential,  and  how  much 
leasistheeTilof  aaearcitytluDareidaiulance.  Nor 


is  the  high  latitude  of  the  extreme  northern  por- 
tion an  in.supi'rablo  barrier ;  there  are  those  who 
prefer  such  a  climate ;  it  will  invite  and  sustain  a 
hardy  and  vigorous  race  of  men.  Six  years  since, 
the  Falls  of  St.  Anthony  was  considered  beyond 
the  verge  of  civilization,  and  to  be  visited  only  by 
the  romantic  admirers  of  waterfalls,  and  wilder- 
ness scenery  ;  now  a  growing  city  of  6,000  people 
is  there,  and  the  promising  state  of  Minnesota 
will  soon  seek  admittanc*)  into  the  Union.  Ere 
long,  the  Upper  Missouri  will  be  reached,  and 
towns  and  cities  will  ri.se  in  that  more  distant 
valley.  If,  with  the. present  population  in  these 
northwesU^rn  states  and  territories,  and  but  70,000 
people  in  Chicago,  sufficient  travel  and  trafSc 
have  been  thrown  upon  the  two  roads  leading 
eastward  from  that  city  to  have  established  su 
fully  their  character  as  favorite  paying  stocks,  no 
one  can  doubt  that  with  this  rapid  growth  the 
business  will  liberally  sustain  three  railroads,  (and 
there  can  be  but  three,)  running  towards  the 
eastern  cities,  so  soon  as  the  third  one  can  be  fiu- 
ished. 

Of  the  immense  emigration  westward,  the  great- 
er part,  it  will  be  observed,  is  tending  north  of  the 
40th  parallel.  It  is  estimated  that  Iowa  alone 
has  received,  by  emigration,  near  100,000  souls 
during  the  past  year.  With  the  exception  of  the 
foreign  element,  it  is  mainly  furnished  from  the 
northern  and  middle  stales,  including  Ohio,  teri- 
fying  the  general  rule  that  the  movement  of  pop- 
ulation is  by  parallels  of  latitude.  Free  schools 
and  free  institutions  have  made  their  impress 
upon  these  people,  developing  a  character  marked 
with  intelligence,  activity  and  enterprise.  Com- 
munities trained  under  such  influences,  including 
even  the  masses,  are  found  to  be  a  travelling  as 
well  as  a  producing  people.*  The  east  and  west 
railroads  from  Chicago  are,  therefore,  in  the  line 
of  social  as  well  as  commercial  intercourse — a 
fact  having  no  small  bearing  upon  their  future 
productiveness. 

A  portion  of  eastern  travel  now  taking  Chicago 
in  its  way,  will  be  diverted  with  the  opening  of 
the  roads  leading  east  from  St.  Louis.  Another 
route  through  Naples,  Springfield  and  Danville, 
connecting  with  the  Toledo,  Wabash  an^  St. 
Louis  Road,  may  be  opened  at  a  period  not  dis- 
tant. Further  north  than  this,  until  reachiag 
Chicago,  the  prospect  is  not  favorable  for  the 
early  completion  of  any  east  and  west  road,  es- 
pecially under  the  adverse  policy  foreshadowed 
by  the  general  government  respecting  grants  of 
land.  With  the  exception  of  the  St.  Louis  travel, 
the  diversion  from  the  opening  of  these  roads  will 
be  inconsiderable,  and  will  be  made  up  by  the  in- 
crease from  the  north.  Travel  is  strongly  drawn 
after  the  staple  productions,  and  for  the  heavy 
and  bulky  products  of  Illinois  and  Iowa,  there  is 
a  controlling  attraction  in  the  lake  navigation,  and 
in  the  great  interior  market  to  be  built  up  through 
its  influence.  The  large  and  excellent  canal  from 
the  Illinois  river,  tends  strongly  to  centre  at  Chi- 
cago the  trade  from  the  southwest. 

The  navigation  afforded  by  the  chain  of  lakes, 
in  connection  with  the  enlarged  Erie  Canal  or  the 
St.  Laurence,  will  ever  form  a  remarkable  fea- 
ture in  our  inClrnal  commerce.  Considering  its 
extent,  jthere  is  nothing  like  it  on  the  globe. — 
Through  these  artificial  and  natural  channels,  this 
most  perfect  navigation  is  ext^ded  inland  from 
the  ocean  a  thousand  miles,  reaching  nearly  to  the 
centre  of  the  continent.  And  yet  it  is  no  rival  to 
the  railroads  leading  in  the  same  general  direc- 
tion, but  auxiliary  to  them.  To  the  water-channel 
belongs  the  heavy  business,  while  the  transaction 
of  this,  with  its  attendant  results,  creates  buaioess 
for  the  railroads.  The  export  of  five  million 
bushels  of  com  in  the  space  of  a  few  months, 
which  has  been  done  during  the  past  season,  fh>m 
Chicago,  in  addition  to  the  very  large  movement 


*  The  larger  amount  of  railway  business  fur- 
nished by  a  northern  than  a  southern  population 
is  well  nndentood.  Even  between  northern  and 
southern  Illinois,  the  difference  in  the  habita  of 
the  people  is  said  to  be  strikiag. 
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of  lumber.  &,c.,  could  scarcely  have  beeu  accom- 
plished except  by  means  of  the  lakes. 

I  have  made  no  allosioD  to  the  i^oticipated  rail- 
road comiectioD  with  the  Pacific,  preferring  to 
enumerate  only  those  advantages  which  are  with- 
out contingency.  When  this  shall  have  been  ac 
complished,  whatever  may  be  the  route,  Chicago 
will  be  in  a  position  to  share  largely  in  its  bene- 
fits. She  is  stretching  out  her  iron  arms  towards 
the  setting  sun,  and  these  in  their  widening  em- 
brace will  gather  a  liberal  proportion  of  the  com- 
merce of  the  Pacific,  whenever  this  shall  have 
been  reached. 

The  tabular  statement  hereto  appended  shows 
that  of  the  numerous  railroads  and  their  branches, 
exteudiog  westward  from  Chicago,  1,648  miles  are 
already  running,  connecting  with  the  Mississippi 
at  four  different  points,  from  Alton  to  Qalena. 
This  general  view  of  the  northwest,  and  of  its  re- 
lations to  Chicago,  will  indicate  the  basis  of  the 
large  anticipations  generally  indulged  as  to  the 
future  of  that  city,  and  will  sustain  the  high  esti- 
mate I  have  placed  upon  it  as  a  starting-point  for 
eastern  railroads.  Indbt^d,  the  present  business 
of  these  roads  verifies  the  view  I  have  taken. — 
There  is  perhaps  nowhere  else  such  a  thorough- 
fare of  passenger  travel  as  on  the  Southern  Michi- 
gan Road.  During  the  past  season,  except  when 
checked  by  the  epidemic,  the  daily  average  on 
this  road  alone  was  near  8,000,  in  both  directions. 
As  to  freight,  the  road  seemed  tmable  to  carry  all 
that  offered,  and  the  delay  in  transporting  to 
market  the  prodacts  of  the  country  has  demon- 
strated the  need  of  a  third  eastern  road. 

The  Fort  Wayne  and  Chicago  Road  has  not 
been  projected  as  a  rival  to  the  two  eastern  roads 
already  in  operation,  but  had  its  origin  in  the  con- 
viction that  from  a  point  like  Chicago,  with  its 
concentration  of  business,  these  three  roads  would 
be  fully  sustained,  and  were  actually  needed.  It 
is  the  natural  extension  of  the  Pennsylvania  ch^in 
of  roads  to  th%  northwest,  and  is  now  the  only 
link  wanting,  but  147  miles — the  Ohio  and  Indiana 
Road  being  completed  to  Fort  Wayne — to  open 
the  direct  railway  communication  between  Phila- 
delphia and  the  Mississippi,  at  Rock  Island,  Qale- 
na, Burlington  and  Alton. 

But  while  its  relations  are  more  directly  with 
Philadelphia  and  Pittsburgh,  a  connection  is  at 
the  same  time  formed  by  this  route  between  Chi 
oago  and  Mew  York,  fifty  miles  shorter  than  by 
any  other.  The  distance  from  Chicago  to  New 
York  by  the  three  roads  is  as  follows : 

By  Southern  Michigan  Road,  as  now  run, 
through  Toledo  to  Dunkirk,  and  thence  by  Erie 
Road,  967  miles,  or  after  the  opening  of  the  aiT- 
liuB  from  Qoshen  to  Toledo,  966  miles. 

By  Michigan  Central  Road  through  Canada, 
and  thence  by  New  York  Central  and  Uudson 
River  Roads,  960  miles. 

By  Fort  Wayne  and  Chicago  Road,  through 
Fort  Wayne,  Pittsburgh  and  Philadelphia,  906 
miles. 

Another  eastdftn  outlet  has  been  commenced 
from  Crestline  to  New  York,  via  the  Franklin  and 
Warren,  Venango  and  Sunbury  and  Erie  Rail- 
roads ;  and  still  another  from  Fort  Wayne  through 
Tiffin  and  the  Clinton  line,  both  of  which  claim  to 
lessen  the  distance  to  that  city  very  materially, 
even  over  the  Philadelphia  route.  Should  these 
roads  be  completed,  or  either  of  them,  the  Fort 
Wayne  and  Chicago  Road  will  be  in  a  position  to 
avail  itself  of  the  advantage,  thus  maintaining 
raperiority  as  to  distance,  under  any  circumstan- 
ces. 

As  a  through  route  fh>ia  Chicago  to  Oleveland 
or  'Dunkirk,  your  road,  in  connection  with  the 
Ohio  and  Indiana,  and  the  eastern  section  of  the 
Cleveland  and  Columbus  Road,may  claim  the  ad- 
vantage over  any  other.  It  is  a  trifle  shorter  than 
by  the  Southern  Michigan,  as  now  run,  and  but 
eight  or  ten  miles  longer,  afler  the  opening  of  the 
air  line  from  Qoshen  to  Toledo,  which  is  compen- 
sated by  its  remarkable  exemjition  from  curva- 
ture. The  routes  being  thus  equal  as  respects 
running  time,  for  which  conclusion  we  have  the 
iugbMt  railroad  aatbority,  the  adTvitage  of  an 


Uniterm  gauge  (i  ft.  10  in,)  from  Chicago  to  Cleve- 
land, Dunkirk  and  Buffalo,  which  for  freight  is 
important,  will  ^ve  to  the  Fort  Wayne  route  the 
preference. 

This  comparison  of  distance  is  by  the  Norwalk 
route — the  small  saving  of  distance  by  the  junc- 
tion road  being  overcome,  as  is  suppuscd,  by  the 
want  of  connection  at  Cleveland. 

Comparing  distances  from  Chicago  to  Albany 
and  Boston  by  Michigan  Central  Road  through 
Canada,  with  the  fort  Wayne  and  Chicago  road, 
by  Cleveland  and  Buffalo,  we  find  the  former  17 
miles  shorter.  But  engineers  have  heretofore  es- 
timated the  ferriage  of  Detroit  river  as  equivalent 
to  20  mile  s  distance,  and  the  probable  detention 
by  breaking  up  long  trains  at  the  Niagara'Suspen- 
sion  Bridge,  as  equal  to  tea  miles,  which  gives 
advantage  to  the  Fort  Wayne  and  Cleveland  route 
by  13  miles,  to  say  nothing  of  the  general  prefer- 
ence for  the  American  side  of  the  Lake. 

With  this  prospect  of  sharing  liberally  in  the 
travel  to  New  York  city,  and  in  the  travel  and 
freights  passing  over  the  New  York  Central  and 
the  Erie  Tloads,  your  line,  beyond  dispute,  will 
present  the  natural  and  shortest  route  tp  Pitts- 
burg, Philadelphia,  Baltimore  and  Washington 
city,  and  for  all  Pennsylvania,  and  Central  and 
Southern  Ohio. 

An  inspection  of  the  map  will  confirm  and  illus- 
trate^ these  conclusions,  as  to  the  advantages  of 
the  Fort  Wayne  and  Chicago  Road,  in  coqiyction 
with  the  Ohio  and  Indiana  Road  as  a  throi^h  lint, 
to  the  East.  The,  important  fact  bearing  upon 
the  question  is  this,  that  while  the  general  direc- 
tion from  Chicago  to  Crestline  is  so  far  south  as 
to  control  the  travel  and  traffic  to  the  southeast, 
it  yet  does  not  bear  so  far  south  of  Lake  Erie 
as  to  prevent  its  receiving  an  equal  proportion 
with  the  other  lines  of  the  business  emanating 
from  the  more  northern  cities,  such  as  Boston, 
New  York,  Albany,  Buffalo  and  Cleveland, 
From  local  and  way  business,  the  Fort  Wayne  and 
Chicago  Road  will  be  favorably  situated.  It  tra- 
verses six  counties  in  Indiana,  touching  thd  coun- 
ty town  of  each,  with  one  exception;  thus  sub- 
serving the  interests  and  securing  the-  support  of 
the  entire  people.  Excepting  around  the  bend  of 
the  lake,  it  is  far  enough  removed  from  the  Nor- 
thern Indiana  Road,  on  the  one  hand,  andthe  Wa- 
bash Valley  Road  on  the  other,  to  secure  ample 
local  support.  The  route  is  through  the  heart  of 
Northern  Indiana,  a  portion  of  the  West  widely 
known  for  fertility  and  productiveness,  especially 
in  the  great  staple  of  wheat. 

At  Fort  Wayne  we  intersect,  also,  the  Toledo, 
Wabashvand  St.  Louis  Railroad,  to  be  opened  in 
a  few  months  as  far  west  as  that  point.  The  Wa- 
bash and  Erie  canal  is  also  crossed  at  Fort  Wayne 
which,  by  its  cheap  transportation  of  heavy  pro- 
ducts, will  draw  over  our  road  the  trade  of  a  large 
p«rtion  of  Northern  Indiana.  Three  other  rail- 
roads have  been  commenced,  diverging  from  Fort 
Wayne  in  a  southern  direction,  towards  Dayton, 
Cincinnati  and  Louisville,  and  also  one  running 
due  east,  through  Tiffin ;  all  or  either  of  which,  if 
finished.will  contribute  to  o»r  business.  At  Ply- 
mouth, 64  miles  west  of  Fort  Wayne,  we  cross  the 
proposed  road  from  Laporte,  on  the  Southern 
Michigan  Railroad,  to  Pern,  on  the  Wabash  ond 
Erie  canal.  Ninety-five  miles  west  from  Fort 
Wayne,  the  New  Albany  and  Salem  Road  is  cross- 
ed— a  finished  work,  connecting  our  line  with 
Michigan  city,  on  the  Michigan  Central  Road,  and 
with  Lafayette  on .  the  Wabash.  About  27  miles 
east  of  Chicago,  our  road  is  intersected  by  the  one 
ruLning  from  Joliet,  on  the  Rock  Island  Road,  to 
the  Michigan  Central  Road,  commonly  called  the 

"CUtrOff." 

The  probable  intersection  of  the  Cincinnati,  Lo- 
gansport  and  Chicago  Railroad  with  the  Fort 
Wayne  and  Chicago  Road  at  Valparaiso,  42>^ 
miles  east  of  Chicago,  may  be  referred  to  as  a  fea- 
ture of  interest  of  both  roads.  The  Cincinnati 
Road  will  not  be  materially  lengthened,  while  no 
detention  of  the  passengers  need  occur— the  gauge 
being  the  same. 

I  have  thus  pointod  out  some  of  the  characier- 


istics  of  the  enterprise  in  which  you  are  engaged , 
that  seem  to  single  it  out  from  the  great  raat^s  of 
railroad  projects  now  struggling  for  completion, 
and  which,  in  my  judgement,  will  place  it,  when 
completed,  high  in  the  list  of  paying  roads.  As 
respects  the  through  travel,  it  will  be  little  if  at 
all  inferior  to  the  Southern  Michigan  Road.  While 
the  one  route  possessi-s  superiority  for  half  the 
year,  in  its  direct  connection  with  the  west  end  of 
Lake  Erie,  to  the  other  belongs  the  compensating 
advantage  of  an  interior  location,  or  inside  irark, 
for  the  whole  disUnce  to  Crestline,  intercepting 
the  travel  from  the  entire  country  north  and  south 
east  of  the  road.  Through  our  road  the  city  of 
Chicago  becomes  connt»cted  by  an  unbroken  ^rauge 
with  Cincinnati,  Columbus,  Wheeling,  Pittsburgh, 
Sandusky,  Cleveland,  Erie  and  Buffalo. 

The  actual  eamings  of  some  of  the  leading  roads 
centering  atr  Chicago,  may  be  stated  in  this  con- 
nection. 

The  gross  earnings  of  the  Southern  Michigan 
Road,  since  its  opening,  have  been  for  the  first 
year,  Sl,200,9l22,  averaging  for  the  27b  miies  then 
in  use,  including  the  Monroo  Branch,  S4,iJ20  per 
mile  ;  for  the  second  year,  Sl,81c(,533  ;  or,  for  the 
288  miles  then  in  use,  jj6,297  p-r  mile ;  and  for 
the  third  year,  ending  1st  July,  1855,  they  are  esti- 
mated by  Mr.  Jervis  at  S2,250,000— averagingtT,- 
143  ^r  mile,  on  the  316  miles  of  road  in  use— 
which  includes  all  their  finished  branches.  For 
the  single  month  of  October  last,  the  receipts  were 
$286,000. 

The  receipts  of  the  Michigan  Central  Road,  282 
miles  long,  for  the  year  ending  Ist  Dcwmber,  as  I 
am  informed  by  the  Su|>erinlendent,  will  vary  but 
little  from  SI ,825,000,  which  gives  an  average  per 
mile  of  $6,472,  Or  for  the  year  ending  1st  July, 
1855,  he  estimates  it  at  two  millions,  averaging 
$7,092  per  mile.  The  receipts  of  «276,000  for  the 
month  of  October  just  passed,  would  seem  to  war- 
rant this  estimate. 

On  the  Qalena  and  Chicago  Union,  with  the  se- 
veral branches,  as  now  run,  amounting  to  186 
miles,  $762,979  have  been  received  for  six  months 
ending  with  October,  which  would  indicate  a  year- 
ly receipt  of  $1,400,000,  allowing  for  the  lighter 
business  of  the  winter,  averaging  $7,527  per  mile. 
As  the  connection  with  the  Mississippi  was  not 
made  till  the  close  of  the  half  year  named,  an  in- 
creasing revenue  may  with  reason  be  expected. 

The  Chicago  and  Rock  Island  Road,  181  miles 
long,  was  opened  to  the  Mississippi  last  spring. — 
For  six  months  ending  with  October,  the  receipts 
were  $698,773,  which  will  give  a  yearly  average 
exceeding  S7,()00  per  mile,  allowiag  for  the  dimin- 
ished traffic  of  the  winter. 

These  results  confirm  the  preceding  train  of  ar- 
gument, and  vindicate  the  high  estimate  placed 
upon  Chicago  as  a  starting  point  for  railroad*.-^ 
They  prove  that  an  active  people,  with  large  bw^ 
ness  operations,  are  already  upon  the  upper  wat- 
ers of  the  Mississippi,  and  they  show  whither  the 
population  is  tending.  Whatever  disappointment 
may  have  resulted  from  the  investment  of  capital 
in  ill-advised  railroad  projects,  there  can  be  no 
such  failure  in  respect  to  the  leading  east  and 
west  lines,  touching  in  their  course  the  southern 
extreme  of  Lake  Michigan.  These  lar|;e  reoeif»ta 
farther  demonstrate  that  a  railroad  in  tke  right 
direction,  and  with  the  proper  termini,  most  be 
amply  remunerative,  notwithstandmg  the  tempor- 
ary undervaluing  of  this  species  of  property  to 
which  injudicious  projects  and  extravagant  man- 
agement I  ave  naturally  led.  Roads  thus  located 
connect  themselves  with  the  actual  daily  wants 
and  uses  of  society,  and  most,  therefore,  under 
good  management,  prove  a  productive  aiMl  reli- 
able investment.  Had  the  expenditures  upon  the 
Southern  Michigan  Road  been  confined  to  the  con- 
structioa  of  a  single  main  rodte  between  Toledo 
and  Chicago,  (the  branches  adding  little  to  the  in- 
come,) the  entire  cost  m>uld  have  been  equalled 
by  the  gross  receipts  of  three  years,  or  the  net 
earnings  of  six  years,  with  its  present  large  trafi&c. 
The  lesson  of  the  past  would  seem,  therefore,  to 
point  to  an  iaMlligaBt  discrtmiruiUon  among  rail- 
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road  enterprises,  rather  than  promiscuous  wholesale 
rejection. 

Your  road,  in  its  direction,  its  characteristics 
and  its  business,  resembles  more  the  Southern 
Michigan  than  any  other  work,  and  its  earnings, 
in  proportion  U)  length,  cannot  be  materially  less. 
Considering  the  fact  that  on  the  latter  work  there 
are  branches  which  go  to  reduce  the  average  per 
mile,  and  allowing  also  for  the  general  advance 
of  the  country  in  the  four  years  that  will  have  in- 
tervened, it  must  be  quite  safe  to  estimate  the 
gross  receipts  per  mile,  the  second  year  after  open- 
ing, at  seven-eighths  of  the  second  year'*  receipts 
on  the  Southern  Michigan  Road,  of  say  S5 ,600  per 

mile,  giving  a  total  gross  receipt  of $808,500 

Deduct  running  expenses,  60  per  ct 404,1250 


N«t  earnings $404,250 

Deduct,  also,  to  be  set  apart  as  a  yearly 

sinking  fund 22,000 


Leaving  for  interest  on  bonds  and  for  di- 
vidends   $382,260 

which  is  sufficient  to  meet  the  interest,  at  7  per 
cent.,  on  1,750,000  bonds,  should  the  Board  see 
proper  to  issue  bonds  to  that  extent,  and  pay  a 
dividend  of  a  fraction  less  than  15  per  cent,  on 
$1,750,000  stock. 

It  will  be  observed  that  the  average  per  miH  as- 
Bumed  as  a  basis  for  the  estimate  of  gross  income 
for  the  second  year,  is  materially  less  than  has  ac- 
tually been  received  on  either  of  the  four  Chicago 
roads  referred  to;  and  yet  it  is  difficult  to  perceive 
why  the  Fort  Wayno  and  Chicago  Road  may  not 
prove  as  productive  as  either  of  the  others,  con- 
sidering all  its  bearing  and  connections. 

C}«orgl«  Central  Rmliroad  and  Banking  Co. 

The  Report  of  this  company  made  up  to  the  1st 
inst.,  has  come  to  hand.  We  have  already  ob- 
served that  this  company  had  decided  on  declar- 
ing a /Sioc/t  instead  of  a  Cash  Dividemd,  and  the 
causes  why  they  considered  such  a  course  neces- 
sary. On  the  1st  October,  Bonds  to  the  amount 
of  $73,000  had  como  to  maturity.  To  meet  the 
payment  of  these,  with  several  other  heavy  de- 
mands made  for  re-laying  portions  of  the  track 
and  other  repairs,  requiring  in  all  over  $130,000, 
the  Board  of  Directors  proposed  realizing  money 
from  the  sale  of  stock  held  by  them  in  the  South 
Western  Railroad  Company,  and  which  was  paying 
eight  per  cent.  Dividend.  This,  however,  it  was  found 
could  not  be  done,  except  at  enormous  sacrifices ; 
in  consequence  of  the  epidemic  during  the,  latter 
part  of  the  season,  which,  in  the  single  month  of 
November,  reduced  their  receipts  over  $20,000. 
In  addition  to  these,  before  the  1st  of  June  next, 
there  would  be  needed  about  $277,000  for  the 
payment  of  Bonds,  Rails,  and  other  expenses;  re- 
quiring all  the  net  earnings  of  the  road  for  several 
months  to  come.  As  the  capital  of  the  company 
was  only  $3,500,000,  and  the  net  earnings  over 
half  a  million  annually,  the  further  issue  of  $350,- 
000  stock  was  considered  perfectly  safe  as  well  as 
necessary,  and  is  still  $150,000  less  than  the 
amount  authorized  by  charter. 

The  Earnings  of  the  Company  for  the  past  year 
have  been  as  follows :              *:ii..,'na' 
From  Passengers ....$226,882  99 

"      Freight ; 742,842  84 

Mails ....  .^^....K,  •k«>4  k««N.'v     41,067  60* 


-.H 


(■■■ 


To  which  add  Bank  Earnings . 


$1,009,793  33 
65,394  01 


•  $1,076,187  84 

And  the  Expenditure  fur   the  same  time  has 
been,— 

*  The  actual  Receipts  arc  $962,644  86. 


For  Maintenance  of  Way $164,265  37 

"  do         of  Machinery 127,227  46 

"  do         of  Cars 34,796  32 

"  Transportation  Expenses 139,266  26 

"  Incidental  Expenses 9,711  15 


Total  Ordinary  Expenditures. .. .    475,260  56 

"  Bank  Expenses 14,042  06 

"  Interest .\      29,326  00 

"  Dividend,  June  '64,  4  per  cent. . .  139,981  00 
"  Amount  carried  to  cost  of  road  in 

June 150,000  00 

"  Amount  carried  to  Reserve  Fund 

in  June 84,476  92 


$893,092  53 


Leaving  a  balance  of $134,945  81 

which  has  been  applied,  as  stated  above. 

The  following  is  a  statement  of  the  Financial 
condition  of  the  company  at  date  of  Report. 

RESOURCES. 

Railroad  and  Appurtenances $3,607,737  50 

Notes  Discounted,  and  Bills  Receiva- 
ble    355,857  28 

Stock   and  Bonds  of  other  Compa- 
nies   662,703  00 

Due  by  other  Banks 67,942  01 

"     Agents  and  other    Compa- 

#    uies 36,174  96 

Real  Estate  of  Bank 16,690  40 

Sp«cie 56,559  11 


$4,603,664  26 

LIABILITIES. 

Capital  Stock $3,500,000  00 

Bonds    8  per  cent,  past  due 

not  presented $167 

Bonds  7  per  cent,  past    due 

not  presented 2,800 

Bonds  7  per  cent,  due  1855. .    85,000 
•!     7   "       "      "     1867..    75,000 

"      7 1858..    21,000 

"      7   "       "      "     1869..    43,000 
"      7  "       "       "     1862..    95,000 

$321,967  00 

Bank  Notes  in  Circulation 167,214  00 

Suspense  Account ,       6,273  91 

Due  other  Banks  and  Companies ....      54',239  39 

Individual  Deposits 115,656  19 

Unclaimed  Dividends 17,068  29 

Guaranteed  Dividend  of  December, 

XO%J^  •■••    ••••    •■•■    *•••   ••^ai  •-•  •  •  •    •  «  ^^^Jxij    \j\J 

Reserved  Funds ..;'..' 489,232  48 


S4,693,664  26 
The  conditioH  of  the  road,  as  noticed  in  the  Su- 
perintendent's Report,  is  being  very  much  im- 
proved. The  whole  length  has  been  kid  with 
new  rail,  except  about  60  miles,  and  a  good  part 
of  this  is  expected  to  be  done  in  the  ensuing  year. 
In  some  parts  the  track  was  so  low  as  to  be  flood- 
ed during  freshets.  This  has  been  raised  to  a 
proper  height.  Considerable  additions  have  been 
made  to  the  Rolling  Stock  of  the  road ;  6  new  Loco- 
motives and  20  Passenger  and  Baggage  cars  hav- 
ing been  added  to  it  during  the  year.  Two  branch 
lines,  the  Augusta  and  Waynesboro  and  the  Mil- 
ledgeville  and  Eatonton,  which  had  been  leased 
by  the  Central  road,  it  is  stated,  hardly  pay  rents 
and  expenses.  Their  Stockholders  will  according- 
ly be  notified  that  the  contracts  made  with  them 
are  to  close,  at  the  expiration  of  a  twelve  months' 
notice.  Ffom  a  table  furnished  by  the  Superin- 
tendent, we  learn  that  there  had  been  carried  over 
the  road  during  the  year,  among  other  products 
189,632  bales  of  cotton,  177,621  bushels  of  corn, 
187,323  lbs.  of  hides  and  leather,  9,658,986  lbs.  of 
copper  ore,  and  about  20,000  barrels  of  flour.— 
The  number  of  Through  Passengers  carried  both 


ways,  was  13,378;  and  of  Way   Passengers  110,- 
740. 


Snnburjr  and  Erie  Railroad* 

On  Monday,  18th  inst.,  a  Division  of  this  road 
extending  from  the  village  of  Milton  to  Williams- 
port,  was  fortnally  opened.  This  portion  of  the  line 
completes  the  chain  of  railroads,  codhecting  Phil- 
adelphia with  the  Great  Lakes ;  opening,  by 
means  of  the  Williamsport  and  Elmira,  New  York 
and  Erie,  and  its  feeders,  direct  communication 
with  Elmira,  Syracuse,  Oswego,  Rochester,  Niag- 
ara Falls,  Buffalo,  &>c.,  &c. ;  and  affording  to 
Northern  Pennsylvania,  Western  Yew  York,  and 
the  Canadas  the  shortest  route  to  the  cities  of 
Philadelphia,  Baltimore,  Washington,  and  the 
Southern  States  in  general. 

As  early  as  1837,  a  company  was  organized 
which  obtained  a  charter  for  the  construction  of 
a  railroad  leading  from  Philadelphia  directly  to 
Lake  Erie;  but  beyond  making  the  surveys,  &c., 
nothing  was  then  done  to  forward  the  undertaking 
till  1861.  At  this  time  D.  Miller  Esq.  was  elect- 
ed President  of  the  corporation,  the  work  again 
began  to  be  pushed  forward,  and  show  signs  of 
vitality.  Subscriptions  to  its  stock  were  made 
by  counties  and  towns  along  the  line ;  and  finally 
the  city  of  Philadelphia  which  had  viewed  the 
progress  of  the  undertaking  with  her  usual  jeal- 
ousy, lest  somehow  New  York  should  reap  some 
of  the  advantages,  came  forward  with  a  stock  sub- 
subscription  of  $2,000,000;  provided,  however,  that 
at  least  an  equal  amount  should  be  subscribed 
from  other  quarters.  At  this  tiipe  the  stock  taken 
by  other  parties  was  as  follows  :      * 

By  Individuals $893,000  00 

"  City  of  Erie 300,000  00 

"County"      ....• 200,000  00 

"  County  of  Warren 150,000  00 

Elk 100,000  00 

Clinton 100,000  00 

"        "  Lycoming 200,000  00 

"  Borough  of  Lockhaven 20,000  00 

Northumberland 28,000  00 

Sunbnry 26,000  00 

Milton 26,000  00 

"          "            Warren,  (Conditional)     60,000  00 
Besides  additional  subscription  by  Erie 
and  Warren  on  condition  that  Phila- 
delphia would  subscribe,  amounting 
to 260,000  00 


$2,338,000  00 
The  city  subscription  accordingly  was  claimed 
by  the  company,  as  they  had  had  more  than  the 
necessary  amount  subscribed  fro)p  other  sources. 
Difficulties,  however,  still  presented  themselves. 
The  new  President  was  objectionable.  The  pri- 
vate subscribers  principally  lived  out  of  the  State 
of  Pennsylvania.  Philadelphia  neither  would 
build  her  own  road,  nor  encourage  others  to  build 
it  for  her. 

In  spite  of  all  these  obstacles,  nevertheless,  the 
work  went  forwaid  with  vigor.  That  part  from 
Milton  to  Williamsport  now  opened  and  from 
Williamsport  to  Lockhaven  was  put  under  cob- 
tract,  and  pushed  forward  with  all  the  energy  and 
means  at  the  disposal  of  the  Directors. 

The  entire  distance  from  Philadelphia  to  Erie 
is  426  miles ;  and  from  Sunbury  to  Erie,  286)^ 
miles.  Philadelphia  and  Sunbury  are  already 
joined  by  the  "  Reading,"  "  Catawissa,"  and 
"  Schuylkill"  roads.  It  will  be  seen  that  when 
the  line  is  completed,  not  only  the  shortest  route 
from  Philadelphia  to  the  Lakes  is  tiirown  op«n , 
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but  the  most  direct  from  the  Atlantic  to  the  West- 
ern States.  With  a  Lake  Port  second  to  none  on 
Lake  Erie;  gentle  curves — the  sharpest  having 
nearly  a  mile  of  radius;  and  moderate  grades — 
the  highest  not  exceeding  63  feet,  and  that  only 
for  eight  miles — it  will  be  the  fault  of  the  manage- 
ment of  the  road,  if  it  fail  to  do  a  business,  both 
passenger  and  freight,  altogether  equal  to  its  ca- 
pacity. 

But  the  through  travel  over  a  railroad  is  no 
longer  regarded  as  the  principal  item  of  its  busi- 
ness. The  local  is  the  most  important;  and  is 
what  should  form  the  basis  of  all  reckoning  of 
earnings  at  the  outset.  Ib  this  respect,  the  Sun- 
bury  and  Erie  will  be  remarkably  fortunate. — 
Some  lines  are  made  to  obtain  the  agricultural 
trafSc  principally  ;  ftome,  the  coal ;  others,  the 
iron ;  &c.  This  road  combines  the  whole  of  these. 
For  miles  together,  t'aat  section  of  the  line  just 
opened  runs  through  alternate  beds  of  iron  and 
coal,  in  the  same  ridge  of  mountains.  To  rtbe 
west  of  the  mountains  it  runs  through  a  rich  ag- 
ricultural region,  which  lying  midway  between 
the  Erie  and  the  Pennsylvania  roads  must  rapidly 
fill  up  and  yield  the  road  an  extensive  trafSc.  All 
these  advantages,  joined  to  the  connection  with 
the  leading  New  York  lines,  and  thus  becoming 
one  of  the  great  avenues  of  travel  between  the 
North  and  South,  secure  to  this  road,  we  think, 
unrivalled  advantages. 

Pliilailelplila,  GermanCo'WM  and  Nvrrlgtovrn 
Railroad* 

The  Directors  of  this  company  have  made  a  re- 
port of  their  operations,  for  the  year  ending  3l8t 
October  last.  AccoMing  to  the  Treasurer's  state- 
ment, the  receipts  for  the  year  were : 

From  passengers S136,721  00 

From  freight 52,870  76 

From  coal  from  Reading  Railroad.. .      14,642  09 

From  rent,  interest.  Sec 4,900  09 

From  passengers  and  freight,  Chester 

Valley  Railroad 13,313  31 

From  running  do 19,561  10 

From  passengers  and  freight,  Chest- 
nut Valley  Railroad 2,552  25 


vi.(Hi%^.^'».~-   ;'-.»■ 


$244,666  59 
The  ordinary    expenditure    for    the 
same  period  was 103,974  46 


Leaving  a  net  balance  of .$140,592 

which  has  been  appropriated  to 

New  engines,  cars' and  de- 
pots  $70,990  97 

Interest  on  loans 22,284  00 

Extraordinary  circuses . .    19,670  10 

Running  Chegter  Valley 
Railr»ad 11,488  43 

Running  Chestnut  Hill 
Railroad... 1,690  25 

Dividend  on  stock.. „,...    70,971  25 
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3f-'t^^ 


.»>:.; 


•W. 


-$197,095  41 


Excess  of  expenditure  over  earnings.  $56,503  28 
^The  Directors  state  that  although  their  road 
extends  through  very  thickly  sections  of  Philadel- 
phia, and  though  the  number  of  passengers  carri- 
ed during  the  year,  amount  to  nearly  900,000,  yet 
no  collision  nor  accident  has  occurred  on'their  line 
resulting  in  the  loss  of  human  life ;  and  they 
point  to  this  fact  as  sufficient  proof  that,  in  addi- 
tion to  its  other  manifest  advantage8,steam  power 
is  as  safe  as  any  other,  in  streets  of  sufficient 
width  through  large  cities. 

It  will  be  seen  that   the  company  have  made 
large  outlays  on  the  track,  engines,  cars,  and  de 


pols ;  also  on  the  Chester  Valley  and  Chestnut 
Hill  roads  which  have  been  leased  by  them.  But 
for  these  extraordinary  expenses,  the  net  gain, 
afler  paying  interest  and  State  Tax,  would  have 
been  13  per  cent,  on  the  stock.  The  roads  leased 
have  hardly  as  yet  paid  their  way  ;  but  it  is  hop- 
ed that  shortly  the  Legislature  may  rescind  a  re- 
striction, preventing  business  from  the  Columbia 
road  to  pass  over  the  Chester  Valley.  If  so,  they 
hope  to  see  their  business  very  much  increased, 
as  their  route  is  much  shorter,  and  leads  further 
into  the  city  than  the  Columbia  line. 

ViclLiburg,  Slircvcport   and  Texas  Railroad 
Report. 

The  annual  report  of  the  officers  of  this  road 
was  presented  to  the  stockholders,  on  the  2nd  of 
October  last.  By  the  last  survey,  it  appears  that 
the  road  is  195  miles  long,  crossing  the  Northern 
part  of  Louisiana  in  a  direct  line  from  opposite 
Vicksburg  on  the  Mississippi,  via  Munroe  and 
Shreveport,  to  the  borders  of  Texas,  whence  it  is 
expected  to  be  continued  by  the  State  of  Texas 
in  a  direct  line  to  El  Paso.  The  company  was 
organized  in  January,  1853,  and  application  made 
in  the  following  season  to  Congress  for  a  grant  of 
lands  to  aid  in  the  construction  of  the  nod.  A 
bill  to  this  etfect  passed  the  Senate,  granting  to 
the  State  of  Louisiana,  for  the  use  of  the  compa- 
ny, alternate  sections  of  the  public  lands  for  fif- 
teen miles  on  each  side  of  the  line.  A  committee 
of  the  House  reported  favorably  on  the  measure, 
but,  unfortunately,  the  subject  could  not  be  acted 
on  last  session  by  that  body.  The  application, 
however,  will  be  renewed,  and  there  is  every  rea- 
son to  believe  that  it  will  be  successessful  during 
the  present  session. 

Since  June  last,  the  report  says,  three  contracts 
amounting  in  all  to  fifty  miles,  have  been  let  out 
for  the  construction  of  different  parts  of  the  work. 
Two  of  these  extend  from  Vicksburg,  a  distance 
of  thirty  miles  ;  the  other  embraces  twenty  miles 
on  the  other  extremity  of  the  line.  These  contracts 
are  in  process  of  execution,  and  it  is  expected  that 
the  first  one  of  twenty  miles  on  the  Eastern  end 
of  the  road,  will  be  ready  by  November  1856. 

The  terms  for  grading,  embanking,  laying  down 
sleepers  and  rails — in  fact,  everything  except  pro- 
viding the  chairs,  spikes,  and  rails— are  for  twen- 
ty miles,  $10,000  per  mile,  87 >2  per  cent  cash,  the 
balance  in  stock  at  par;  twenty  miles  $10,000 per 
mile,  90  per  cent,  cash  and  10  stock ;  and  10  miles 
at  $9,500  per  mile  90  per  cent,  cash  and  10  stock. 
The  amounts,  consequently,  payable  to  contract- 
ors will  stand  thus  :  cash  $440,600  00 ;  stock  $54, 
500  00;  toUl  $495,000  00.  lu  addition  to  these 
sums,  it  is  estimated  that  $350,000  will  purchase 
rails,and  furnish  the  rolljng  stock  necessary  mak- 
ing a  total  of  $845,000  00,  or  $17,000  00  per 
mile.  These  divisions,  the  Directors  believe,  will, 
when  completed,  yield  a  fair  dividend  on  their 
cost,  besides,  furnishing  facilities  for  the  construc- 
tion of  the  central  portions  of  the  road,where  com- 
plaints are  made  as  to  the  difficulty  of  obtaining 
the  labor  necessary  for  that  purpose.  The  Direc- 
tors state  that  when  the  amount  of  stock  sub- 
scriptions taken  by  the  middle  parishes  shall  be 
about  double  what  it  is  at  present,  they  will 
straightway  proceed  in  letting  the  other  sections 
of  the  road.  By  the  terms  of  the  charter,  stock- 
holders have  a  right  to  designate  the  division  to 
which  their  subscription  is  to  be  applied,   and   aa 


these  were  drawn  principally  from  the  extremities 
of  the  line,  the  officers  uo  not  feel  able  to  proceed 
with  the  remainiog  sections  till  something  like  a 
reasonable  amount  has  been  subscribed,  which 
they  doubt  not  will  shortly  be  done. 

According  to  the  Treasurer's  report  the  receipts 
up  to  September  30,  had  been : 
From  advanced  payment,  5  per  cent. ..  $21 ,325  00 

From  1st  payment  10  per  ct ^^'^?5  ^ 

From  Simmons,  Ycung  &  "Sounadre. . . 


750  00 


Total $36,670  00 

(Total  payments  due  and  unpaid  $50,298;) 
The  expenditure  to  same  date  had  been : 

For  engineering,  surveying 

&c $19,000  48  ^.,  ^,    -i 

For    clearing,    embanking  .'   ^    '.•=•.-; 

&,c 0,074  18      .;:;:'  . 

For  printing,  salaries  and 
office  expenses 8,318  06   33,392  72 

Balance  in  Treasury....  ....  .... $3,277  28 

The  means  of  the  company  are  stated  to  be  as 
follows : 

Private  and  contributors'  subscriptions.. $628 ,850 
Parish  of  Caddo 100,000 


PaAsh  of  Ouachita^ 
Parish  of  Madison, 
City  of  Shreveport, 
State  of  Louisiana, 


do 150,000 

do 1OO,0M 

do aojNt 

do 800,0M 


Additional  amounts 
not      ye 


anticipated 


$1,808,850 
but 
t     subscribed      from       all 

sources 486,000 

The  names  of  the  present  officers  are  President, 
N.  D.  Coleman  ;  Secretary,  0.  D.  Stillman  ;  Chief 
Engineer,  W.  Q.  Bonner. 

Tcrre  Haute  and  Alton  Railroad. 

Trains  now  run  daily  on  the  above  road  from 
Alton  to  Litchfield,  a  distance  of  forty  miles,  leav- 
ing Alton  at  10  A.  M.  upon  the  arrival  of  the  boat 
from  St.  Louis,  and  reach  Litchfield  at  noon,  con- 
necting there  with  hacks  to  Hillsboro.  Return- 
ing, they  leave  Litchfield  at  3  P.  M.,  and  arrive  in 
Alton  in  time  for  the  evening  train  to  Chicago  or 
the  night  boat  for  St.  Louis. 

It  is  the  intention  to  push  forward  this  road  as 
rapidly  as  men  and  money  can  accomplish  it. — 
Large  forces  are  now  at  work  on  different  ]>arts  of 
the  line.  The- track- layers  have  progref..sed  four 
miles  east  of  Litchfield,  and  the  road  will  soon  be 
completed  to  Hillsboro,  eleven  miles  further. — 
From  Hillsboro  to  the  junction  of  the  Illinois  Cen- 
tral road,  the  distance  is  about  twenty -eight  miles, 
twenty  of  which  are  now  ready  for  the  rails.  It 
is  the  intention  of  the  contractors  to  ship  the  iron 
from  Chicago  by  the  Central  road  to  the  junction, 
and  to  lay  it  towards  Hillsboro.  That  portion  of 
the  road  will  be  laid  with  iron  by  the  first  of  Feb- 
ruary. 

Upon  the  Eastern  end  of  the  road,  the  work  is 
also  progressing  with  commendable  activity.  The 
track  from  Terre  Haute  westward,  is  laid  to 
Grandview,  a  distance  of  thirty  miles,  and  regular 
trains,  twice  a  day,  are  now  running  upon  it.  The 
distance  from  Grandview  to  the  junclion  of  the 
Chicago  branch  of  the  Illinois  Central,  is  about 
thirty  miles ;  and  at  the  rate  at  which  the  work  is 
now  going  forward,  it  will  be  rcachetl  early  in 
March. 

Hew   York  Central  Railroad.  '^^  \ 

The  following  gentlemeu  compose  the  Board  of 
Directors  of  this  road  for  the  present  year,  viz  : 

Erastus  Corning,  of  Albany  ;  Dean  Richmond, 
of  Buffalo;  John  V.  L.  Pmyn,  of  Albany  ;  Joseph 
Field,  of  Rochester;  John  U.  Cheddell,  of  Auburn; 
Horace  White,  of  Syracuse  ;  Alouzo  C  .Paige,  of 
Schenectady;  Russell  Sage ,  of  Trr)y  ;  E.  C,  Mc- 
intosh, of  Albany ;  Nathaniel  Thayer,  of  Boston  ; 
Schuyler  Livingston,  of  New  York;  Edward  0. 
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E»ile,  ofNew  York ;  Joha  F.  Seymour,  of  Cauau- 
daigua. 


American  Railroad  Journal. 

Saturday •  Deeeinb«r  30,  1854» 

.-:;■'-..;      The  Cloae  of  1854.       '"••/ 

The  cicise  of  a  year,  joined  to  a  period  of  great 
pressure  And  distress,  qjitutallysuggests  reflections 
upon  their  cause,  and  upon  the  financial  condition 
of  the  country,  particularly  on  the  part  of  a  Jour- 
nal devoted  to  the  interests  of  railroads ;  works 
which  more  than  all  others  have  been  instru 
mental  in  bringing  about  the  state  of  affairs 
which  exist,  and  from  which  so  many  are  suffer 

ing. 

The  close  of  the  present,  is  the  close  of  a 
period  of  five  years  of  extraordinary  activity  and 
of  apparent  prosijcrity.  It  is  not  too  much  to 
say,  that  they  constitute  an  era  in  tho  history  of 
the  country.  Taking  the  progress  of  its  railroads 
as  a  standard,  Hud  it  is  not  an  extravagant  one, 
the  previous  development  of  our  national  strength 
and  activity  bore  no  comparison  to  what  the  past 
livu  years  have  displayed.  The  period  of  twenty 
years  from  1830  to  1860,  sufficed  for  the  build- 
ing oi  only  0,500  miles  of  railroad,  a  very  con- 
siderable portion  of  which  were  of  rud%  and  im- 
perfect construction,  and  not  atall  com[)arable  with 
tho  finished  works  of  tho  present  day,  the  cost 
of  which  is  nearly  twice  that  of  an  earlier  date. 
In  the  period  of  Jive  years,  from  January  lst,1850, 
12,000  miles  of  utilroad,  or  twice  as  many  as  in 
the  previous  iwenly  years,  have  been  constructed, 
and  put  in  operation,  at  tkree  times  greater  cost. 
At  the  rate  of  progress  made  from  1830  to  1850, 
taking  tho  amount  expended  as  a  criterion,  which 
is  the  proper  one,  eig/ity  years  would  have  been 
required  for  what  has  bucu  accomplished  io  five! 
Fivu  years,  a  mere  fraction  of  the  life  allotted  to 
man,  has  witnessed  a  degree  of  progress  and  de- 
velopment of  the  physical  energies  of  our  people, 
which  would  have  required  nearly  three  genera- 
tioD^D  to  have  accomplished,  measured  by  the 
standard  of  past  achievements  ! 

But  our  progress  has  not  been  only  in  one  direc- 
tion. It  has  been  mainly  harmonious,  though  not 
so  striking  in  other  departments  of  industry  and 
entcrprize,  as  in  railroads.  The  past  five  years 
has  witnessed  the  growth  of  ."in  ocean  steam  mar- 
ine, from  a  feeble  force  to  one  of  gigantic  dimen- 
sions. In  tonnage,  in  excellence  of  model,  in  ele* 
gancc  of  finish,  and  in  speed,  our  best  steamships 
bear  the  palm.  The  superiority  of  our  sailing 
marii:d  is  still  less  questioned.  In  the  past  five 
years  have  our  people  founded  a  colossal  State  on 
the  Paciflc  slope  of  the  continent,  which  already 
contains  a  half  million  of  people;  and  that 
ocean  which  only  five  years  ago  was  a  Mare  In- 
cogm  urn,  is  as  much  domiciled  in  the  popular 
■und:<,  and  on  the  books  of  our  merchanUi,  mm  the 
Atlantic,  that  washes  our  very  shores.  The  year- 
ly exports  of  this  new  State  in  gold  alone  are  eqoal 
to  $60,000;000,  or  more  than  100  dollars  to  eack 
inhabitant,  man,  woman  and  child !  Other  distant 
colonies  have  been  founded  that  are  moving  for- 
ward with  gigantic  tread. 

Ba"<  to  come  nearer  home,  the  contrast  between 
the  pist  and  the  present  is  as  remarkable  and 
strikiiig.    The  8i»,tA  of  Illinois  which  in  I860  had 


not  a  mile  of  railway,  except  a  dilapidated  relic 
of  1837  of  about  fifty  miles,  has  now  in  full  ope- 
ration, two  thousand  miles  of  first  class  road,  and 
600  more  ia  an  advanced  stage  of  progress.  Chi- 
cago, which  in  1832  was  the  theatre  of  the  Black 
Hawk  war,  and  the  camping  ground  of  eur  army, 
and  which  in  1860  numbered  only  28,000  people, 
has  now  probably  not  less  than  70,000.  Without 
a  mile  of  railroads  in  1850,  it  is  now  the  terminus 
of  at  least  2,200  miles,  radiating  in  every  direc- 
tion, and  bringing  to  her  the  trade  of  an  area  of 
country  equalling  160,000  square  miles.  From 
that  city  at  least  one  hundred  heavy  trains  arrive 
and  depart  daily.  The  city  too  has  a  commerce 
commensurate  with  its  magnitude.  Its  exports 
East,  of  breadstuSti  for  the  present  year  exceed 
13,000,000  bushels,  and  a  city  which  in  1840 
numbered  only  4,000  people,  is  now  probably  the 
largest  exporting  grain  market  in  the  world.  The 
State  of  Indiana  which,  in  1850,  had  only  one 
short  road  of  80  miles  in  operation,  ha.>*  now  near- 
ly 1,400  miles,  with  500  more  in  progress.  Ohio 
which  had  only  about  300  in  1850,  has  now  2,500 
miles,  with  nearly  1,000  more  in  progrtss.  These 
three  States  have  alone  nearly  6,000  miles  of  first 
class  road  in  full  operation,  with  nearly  2,000  in 
progress,  nearly  all  which  will  be  completed  with- 
in two  years.  All  this  with  the  exception  of  less  than 
500  miles,  but  upon  which,  the  fiat  bar  has  given 
place  to  a  heavy  rail  and  corresponding  fixtures 
and  equipment  since  1850,  has  been  the  product 
of  five  years ! 

The  examples  that  have  been  cited,  shewing  in 
sufficiently  striking  contrast  the  wonderful  pro- 
gress of  our  people  over,  any  previous  period,  con- 
trasted with  other  countries,  show  a  still  more 
fiattering  result  in  oar  favor.  Ohio,  Indiana  and 
Illinois,  have  an  aggregate  area  of  about  120,000 
square  mil^s,  very  nearly  equalling  that  of 
Qreat  Britain.  Only  a  few  years  since,  the  greater 
part  of  Illinois  and  a  considerable  portion  of  In- 
diana were  uninhabited  prairies.  Extensive  dis- 
tricts of  Ohio  are  still  without  inhabitants.  Yet 
they  have  constructed  within  a  period  of  five 
years,  nearly  as  many  miles  of  railroad  as  the 
whole  of  Qreat  Britain  contains,  and  i  n  two  years 
more,  will  exceed  that  country.  Now  although 
there  is  great  difference  in  the  respective  cost  of 
the  roads  of  the  two  countries,  the  ratio  of  cost 
to  means  is  perhaps  tenfold  greater  in  this  coun- 
try than  in  Great  Britain. 

But  this  view  of  the  case  does  not  present  in 
the  strongest  light  the  labors  and  achievements 
of  our  people.  Had  they  no  other  extraordinary 
burdens,  the  construction  of  our  railroads  would 
have  hardly  been  felt.  While  they  have,  within 
the  past  five  years,  built  more  miles  of  railroad 
than  all  the  world  beside,  they  have  reclaimed 
from  nature  no  inconsiderable  portion  of  a  con- 
tinent ;  they  have  converted  wide  wastes  into  cul- 
tivated fields;  have  brought  out  and  turned  to 
account  the  treasures  that  lie  beneath  the  soil ; 
they  have  {wopled  and  erected  new  States ;  they 
have  founded  and  built  cities,  and  have  supplied 
to  these  new  communities,  whiah  are  but  of  yester- 
day, all  the  accessories  of  a  high  state  of  cultiva- 
tion and  refinement.  Look  at  Chicago  and  Mil- 
waukee, cities  which  in  every  thing  that  contri- 
butes to  real  use  and  comf<Ht,  will  compare  favor- 
ably with  any  city  in  the  world,  and  see  what  a 
vast  outlay  Uteir  coastruQUoo,  rapid  beyond  all 


precedent,  has  involved,  and  what  a  burden  they 
must  have  imposed  upon  the  productive  energies 
of  the  country.  Yet  these  are  but  illustrations 
of  what  comes  within  the  observation  of  every 
on»,  and  which  show  that  railroads,  notwith- 
standing their  immense  coet,  absorb,  but  a  small 
portion  of  the  capital  of  our  people. 

We  have  no  means  of  measuring  the  amoiint  of 
capital  annually  invested  in  permanent  improve- 
ments in  this  country  in  the  manner  described ; 
but  it  is  probably  ten-fold  greater,  in  proportion 
to  the  means  of  our  people,  than  in  any  other.  A 
period  of  ten  or  fifteen  years  will  often  suffice  to 
cover  a  wide  spread  territory,  formerly  a  waste, 
with  cultivated  fields,  with  convenient  and  com- 
modious dwellings,  with  large  and  thriving  towns 
and  cities,  active  with  every  kind  of  manufactur- 
ing necessary  to  supply  the  wants  of  the  surround- 
ing farmers.  In  many  of  the  old  countries,  a 
Ikousand.  years  will  not  show  a  comparable  result. 
The  pr(>°;res8  of  this  country  is  unlike  that  of  any 
other.  Our  people  west  of  the  AUeghaoies  but 
repeat  there,  their  mode  of  life  east  of  them.  As 
they  move  forward  into  the  interior,  they  carry 
with  them  whatever  characturized  their  previous 
condition  :n  tho  Eastern  States ;  comfortable 
dwellings;  good  roads;  well  ordered  farms;  ex- 
cellent schools ;  appropriate  buildings  for  religioHs 
worship;  with  all  tho  comforts  and  luxuries,  to 
which  they  were  accustomed  in  their  former 
homes.  In  all  these  particulars,  the  southern 
portion  of  Wisconsin  will  compare  favorably  with 
any  part  of  the  country,  and  we  might  say  of  the 
world.  Yet  all  that  has  been  a  creation  of  little 
more  than  ten  years.  In  18ji0,  that  State  which 
has  now  a  population  of  600,000,  had  a  population 
of  only  30,000.  It  is  now  actively  and  success- 
ftiUy  engaged  upon  numerous  lines  of  railroad. 
Tho  progress  already  made  in  these  works  is  a 
theme  of  admiration,  but  which,  contrasted  with 
other  things  is,  in  fact,  the  least  of  her  achieve- 
ments. 

From  what  has  been  accomplished,  and  from 
what  is  still  before  our  people,  it  is  easy  to  see 
that  with  almost  any  supply  of  capital,  the  de- 
mand would  certainly  exceed  the  supply,  and 
that  under  the  stimulants  to  which  they  have  been 
subjecte<l  for  several  years  past,  it  would  hardly 
be  possible  that  our  people  should  not  project 
works,  and  enter  upon  undertakings,  which,  with 
an  abundance  of  capital,  would  have  been  per- 
fectly proper,  but  which  were  premature  from 
the  lack  of  it.  Nor  is  it  lurprizing  that  after  the 
herculean  efforts  they  have  put  forth,  their  ex- 
hausted energi^  should  demand  a  period  of  re- 
pose ;  that  companies  and  individuals  ibould  find 
themselves  under  engagements  which  they  are 
usable  to  meet,  and  that  they  should  feel  indis- 
posed to  enter  into  new  ones,  and  an  aversion 
even  to  works  that  have  tasked  their  mHaas  and 
efforts  so  severely.  Neither  is  such  a  state  of 
things  any  inference  against  the  propriety  of  their 
former  policy.  From  apparent  results  we  some- 
times mistake  the  cause,  and  we  think,  there  is 
DO  difficulty  in  showing,  if  we  had  not  already 
done  so,  that  the  present  low  price  of  railroad  se- 
curites,  the  tightness  of  the  money  market,  and 
the  embarrassment  of  railroad  companies,  is  no 
evidence  that  our  railroads  were  not  needed,  nor 
that  they  will  not  prove  remunerative. 

We  have  in  proTiaoa  fiUiuber  of  the  Journal' 
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sufficieutly  iibowo  the  relatious  that  railroads  bear 
to  the  domestic  ecouomy  of  our  people,  which 
must  secure  to  them  a  lucrative  trafBc,  from  the 
fact  that  the  markets  of  the  country  lie  upon  its 
extreme  bomidaries. — Consequently  the  eitire 
surplus  products  of  the  country  have  to  be  moved 
a  greater  or  loss  distance,  as  the  case  may  be.  As 
our  people  are  chiefly  devoted  to  agriculture,  the 
import  trade  must  correspond,  in  vahie  or  amount, 
to  the  export  trade.  We  have  given  the  reasons 
for  the  low  cost  of  our  roads.  Without  going  into 
these  subjects  more  fully  in  this  article,  it  i» 
enough  to  say,  tlw  earnings  of  our  roads  have  real- 
ized the  results  predicated  of  their  construction, 
and  are  earning  a  fair  return  upon  the  cost.  The 
result,  as  far  as  the  earnitigs  of  our  roads  are  con- 
cerned, has  justifittd  the  representations  and  the 
expectations  that  havr  been  entertained  in  refer- 
ence to  them.  But  these  result*  favorable,  as  they 
Lave  been,  have  not  been  able  to  save  our  com- 
panies from  emban  assments,  nor  their  stocks  and 
securities  from  a  very  considerable  deprecialiou, 
which  disappoints  holders  and  which  tends  to 
throw  discredit  upon  such  investments,  and  which 
perliaps  create  in  the  mind  of  some,  fears  that 
our  system  is  really  unsound. 

That  our  roads  are  reasonably  productive  is  ad- 
mitted on  all  hands.  The  fall  in  the  market  value 
of  their  securities  is  mainly  owing  to  the  fact 
that  the  suppty  exceeds  the  demand  in  the  enor- 
mousfcalls  for  money  for  other  objocts,  calls  vastly 
increased  by  the  railroads  themselves.  A  railroad 
caa  be  built  in  no  part  of  the  United  States  with- 
out creating  au  immediate  demand  for  capital  at 
least  twice  as  great  as  the  cost  of  the  road,  to  de- 
velop and  bring  into  use  the  resources  made  avail- 
able by  it.  The  construction  of  railroads,  instru- 
mental as  they  are  iu  the  creation  of  capital,  only 
aggravates  the  inconvenience  caused  by  its  insuf- 
ficiency. Take  a  district  of  country,  no  matter 
where,  in  which  money  could  have  been  obtained 
at  the  ordinary  rates  of  interest,  and  let  a  railroad 
be  constructed  through  it,  by  foreign  means  en- 
tirely, and  the  value  of  money  will  rise  immedi- 
ately from  6  per  cent,  to  12  per  cent.  No  elabor- 
ation is  necessary  to  show  the  reason  of  this  ad- 
vance. 

Assuming  the  supply  of  capital  in  this  country 
invested  in  works  of  pcrmaneut  improvement,  to 
have  been  uniform,  and  our  projects  to  have  been 
strictly  legitimate  with  an  adequate  supply,  it  is 
plain  to  see  that  no  other  state  of  things  than  that 
which  now  oppresses  us,  could  have  been  the  re- 
sult. Our  people  have  invested  an  undue  share 
of  their  active  capital.  The  nation  is  in  the  con- 
dition of  a  farmer  who  has  exhausted  his  means  iu 
stocking  and  improving  his  farm ;  and  who, 
though  be  may  be  much  pinched  for  money,  is 
really  richer  than  ever ;  notwiiJistanding  a  tem- 
porary inconvenience,  which  a  few  yeai-s  will  re- 
move. If  all  his  neighbors  are  in  a  similar  cate- 
gory, he  May  find  it  difficult  to  realize  the  cost  on  bis 
purchases,  though  if  he  can  bold  on  for  a  year  or 
two,  bia  investments  will  yield  him  a  handsome 
profit.  The  cause  of  our  present  diatress  is  not 
that  we  have  built  in  the  aggregate,  too  many 
railroads ;  but  that  we  have  not  yet  sufficient 
capital  for  their  construction  with  tiie  calls  that 
present  themselves  for  other  objects.  The  reme- 
dy for  UA  is  to  wait  till  time  can  supply  the  only 
core— the  creation  of  new  capital.    Am  sooq  as 


this  is  done,  the  cloud  will  pass  away  which  now 
threatens  the  horizon. 

We  need  not  exercise  our  ingenuity  to  bunt  up 
causes  for  a  state  of  things  which  can  be  much 
better  explained  by  reference  to  undeniable  facts. 
The  present  state  of  monetary  affairs  is  the  na- 
tural product  of  antecedents,  about  which  there 
can  be  no  difierence  of  opinion. 

The  public  distress,  however,  is  aggravated  by 
the  sudden  check  of  foreign  investments  in  our 
enterprises.  From  1850  to  1854,  at  least  S60,000,000 
of  foreign  capital  were  annually  invested  in  our  rail- 
roads. TJietlireatening  aspect  of  affairs  iu  Europe, 
and  the  demands  for  capital  in  that  quarter,  cut  off 
this  supply  almost  entirely,  without  warning,  and 
without  allowing  us  any  time  to  prepare  Jor  the 
new  emerg<'ncy.  The  burden  of  coastructing  oor 
roads  which  foreign  capital  shared  with  us,  was 
thus  thrown  upon  the  shoulders  of  our  own  peo- 
ple. Another  load  was  thiiH  added  to  one  suffi- 
ciently heavy,  and  fully  equal  to  their  strength. 
That  they  should  falter  under  it  was  in<!vitable. 
The  only  course  left  them  was  the  one  they  have 
takeu — to  relieve  themselves  of  such  portion  of 
their  burdens  as  they  were  unable  to  earry,  by 
the  discontiuuaijce  of  all  works  to  which  their 
means  were  not  equal.  The  adaptation  to  the 
new  state  of  things  takes  time,  and  requires  sacri- 
tices,  great  sacrilices,  but  which  do  not  imply  any 
thing  wrong  or  faulty  in  what  they  b#kve  done. — 
The  difference  between  the  present  and  the  past 
is  one  of  magnitude,  not  of  policy  or  principle. — 
The  only  substantial  change  consists  in  limiting 
our  efforts  to  our  contracted  means. 

A  great  many  i)eople  are  fond  of  tracing  a  paral 
lei  jbctwecu  1837  and  1864.  In  some  respects 
there  is  a  similarity  between  the  two  periods. — 
Both  were  characterized  by  great  scarcity  of 
money,  by  high  prices  of  provisions,  by  great 
prostration  of  many  of  our  manufacturing  inter- 
ests, by  numerous  failures,  aud  great  financial 
pressure  in  the  commercial  circles.  But  the 
two  periods  are  no  more  alike  than  aie  the  ex- 
haustion thai  proceeds  from  a  debauch,  and  the 
fatigue  resulting  from  excessive  labor.  In  1837, 
the  capital  of  the  country  was  wasted,  not  invest- 
ed. Herp  lies  the  ditfereuce.  In  1837,  there  were 
not  as  many  miles  of  railroad  iu  the  United 
States  as  there  are  now  in  the  single  State  of  In 
diana.  That  State  has  now  about  1,400  miles  of 
first  class  railroads,  costing  about  $35,000,000 ; 
the  whole  investment  in  the  aggregate  producing 
a  fair  return.  In  1837,  thw  State  contracted  a 
debt  for  public  improvements,  of  over  S15,000,000 
nearly  every  cent  of  which  proved  unproductive. 
Illinois  is  a  more  striking  illustration  still  of  the 
difference  between  the  two  periods  named.  In 
1837,  that  SUte  wasted  at  least  S15,000,000  upon 
works,  the  greater  part  of  whidi  were  entirely 
abandoned .  Nearly  the  whole  of  this  sum  was 
lost  outright,  and  the  debt  contracted  still  re- 
mains dishonored.  The  State  has  now  nearly  2, 
000  miles  of  railroads  completed,  the  greater  por- 
tion very  productive,  besides  nearly  1,000  more 
in  progress.  In  both  States,  the  investments 
are  not  only  productive ;  but  the  $80,000,000  ex- 
pended in  them  have  added  at  least  twice  that 
sum  to  the  aggregate  value  of  the  property  of 
their  inhabitants.  Here  then  is  an  addition  of  over 
$200,000,000  to  the  valuation  of  these  States, 
witbin  the  past  few  years.    Iu  1837,  the  $30,000^ 


000  borrowed  for  public  works  were  not  only  lust, 
but  with  them  thoancidental  advantages  which  fol- 
low their  construction.  Taking  these  two  States,  we 
ask — Is  there  anything  more  than  an  apparent 
parallelism  between  1837  aud  1654  ?  In  one 
case,  the  money  was  literally  wasted ;  in  the  other, 
it  has  been  well  mvestcd,  and  is  yielding  a  satis- 
factory return.  In  1837,  it  is  not  too  much  to 
say  that  the  people  of  the  two  states  became 
bankrupt  in  their  individi^a],  as  well  as  iu  their 
collective  capacity.  Now,  their  general  solvency 
is  unquestioned.  The  niacs  of  our  farmers  wore 
never  so  well  off  as  at  the  present  moment.  They 
have  been  made  so  by  a  series  of  productive 
years,  with  hi^h  prices  for  all  their  staples.  Iu 
1837,  we  imported  large  quantities  ol  provisions - 
in  1854,  wo  arc  exporting  immense  quantities  of 
all  kinds,  notwithstanding  the  unexampled  drou^^ht 
we  have  sutfered. 

Iu  1837,  no  sooner  did  the  first  adverse  blast 
strike  us,  than  the  whole  uusubstanlial  fabric 
of  our  sup^tosed  greatoes.s,  lell  with  a  crash  to  the 
ground  .  Numerous  cities,  upon  which  immeuse 
sums  bad  bCeu  expeuded,  were  found  to  have  no 
existence  but  upon  paper.  Extensive  and  costly 
preparations  for  business  to  resuU  from  proposed 
works  never  executed,  were  left  useless  upon  oiu' 
hands.  The  vast  sums  borrowed  for  such  woiks, 
in  the  ignorance,  incapacity,  and  prodigality  of 
the  period,  were  wasted.  The  country  ceased  to 
produce,  aud  seemed  beot  only  on  consuming.  Pro- 
visions of  all  kinds  were  enormously  high,  from 
the  mere  deaith  of  them.  The  means  of  the 
country  were  consumed  "in  riotous  livijig."  The 
vortex  of  speculation  involved  everybody  in  em- 
barrassment. Upon  the  first  call  from  abroad, 
for  the  payment  of  the  immense  importations,  all 
our  Banks  suspended  specie  payments;  and 
most  of  these,  with  the  greater  part  of  the  com- 
mercial communit}',  went  into  liquidation  as  a 
matter  of  shear  necessity. 

How  is  it  in  1854  ?  There  is  great  distress;  bnt 
this  has  been  satisfactorily  accounted  for.  In  1837, 
ne&rly  all  the  money  designed  to  be  invested  iu 
public  works  was  lost.  In  the  new  era,  wc  have 
its  equivalent,  aud  more,  in  judiciously  construct- 
ed, useful,  and  payuig  works.  The  country  never 
had  half  the  elements  of  real  wealth  and  strength 
as  at  the  present  moment.  It  has  stood  a  steady 
drain  of  specie  equal  to  $100,000,000  without 
succumbiug,  and  can  continue  the  draiu  till  our 
debtsare  paid.  The  present  embarrassment  merely 
agects  the  surface  of  things  ;  but  does  nut  touch 
the  great  heart  of  the  country.  The  disease  i8 
mainly  within  the  reach  of  a  correct  public  senti- 
ment. The  greater  part  of  our  embarrassments 
would  actually  pass  away,  did  the  public  really 
believe  there  was  no  cause  for  them.  In  1837,  a 
very  different  remedy  was  reqired.  Then,  a  new 
life  had  to  be  infused  into  the  patient. 

As  it  is  fashionable  to  throw  upon  railroads  the 
blame  of  all  the  distress  which  exists,  it  may  be 
well  to  inquire  what  the  condition  of  the  country 
would  have  been  without  them.  In  1835-6,  our 
people  found  themselves  in  the  unexpected  pi>8- 
session  of  a  great  amount  of  money;  or  its  repre- 
sentative, which  they  wasted,  because  of  their  in- 
ability to  invest  in  legitimate  objects.  The  whole 
community  fell  to  work  at  spending  their  capital, 
instead  of  their  iyicame.  The  lesuh  was  the  almost 
instantaneous  putting  into  circulation  au  immense 
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amount  of  money  for  the  ordinary  objects  of  life — 
consequently  the  prices  of  housiS,  equipages,  and 
luxuries  of  ail  kinds  went  to  au  enormously  high 
figure.  The  means  of  our  people  having  soon  be- 
come exhausted,  the  fall  was  a  rapid  as  the  rise  and 
much  more  excessive.  Had  it  not  been  for  railroads 
and  other  useful  objocts  for  our  jwople  to  expend 
their  money  upon,  the  year  1854  would  have  re 
peated,  but  with  ten-fold  severity,  the  excess«8 
and  disasters  of  1837.  But  for  our  Railroads, 
what  would  have  been  done  with  the  $500,000,- 
000  that  have  gone  into  them,  during  the  last 
five  years  ?  They  would  have  been  laid  out  in 
paper  cities,  in  fancy  bouses,  in  fine  establishments 
and  in  extravagant  living ;  by  which  tho  whole 
community,  as  in  1837.  would  first  have  been 
thoroughly  debauched,  and  then  made  bankrupts; 
requiring  years  of  labor  and  toil  in  which  to  make 
up  their  loss. 

From  such  results,  thanks  to  Railroads,  we  have 
been  saved.  As  fast  as  a  man,  no  matter  what 
his  calling  or  occupation,  could  get  possession  of 
a  dollar,  he  laid  it  out  ou  railroads,  where  its  full 
value  is  represented,  and  which  he  will  soon  be 
able  to  convert  again  into  coi  n  if  he  desires  it. — 
His  money  is  not  only  safe,**  but  it  has  been  the 
means  of  adding  twice  or  thrice  its  value  to  the 
aggregate  capital  of  the  country.  Our  railroads, 
therefore,  hava  been  the  talisman  which  has  not 
only  shielded  us  from  harm  in  tho  past,  but  are 
destined  to  unfold  to  us  a  prosperous  future,  such 
as  the  past  has  never  seen. 

4.         Fort  IVayne  «ntl  Clilcaso  RRllroad. 

We  give  in  another  column,  the  report  of  the 
Chief  Engineer  of  this  road,  J.  L.  Williams,  Esq., 
who  states  very  lucidly,  and  we  think  very  cor- 
rectly, the  route,  objects,  connections,  and  pros- 
pective value  of  the  above  work.  We  believe  his 
statements  may  be  implicitly  relied  on.  He  has, 
for  more  than  20  years,  been  a  resident  of  Indi- 
ana, and  for  many  years  Chief  Engineer  of  tho 
Wabash  and  Erie  Canikl,  a  position  which  h«  still 
holds,  and  in  which  he  has  earned  the  reputation 
of  a'  skilful  engineer,  a  man  of  sound  judgment, 
and  of  accomplishing  work  in  the  most,  judicious 
and  economical  manner.  .  .         ' 

The  total  length  of  the  road  is  147  mile;i.  The 
total  cost,  covering  a  full  equipment,  is  estimated 
at  $3,143,448,  or  21,384  per  mile.  The  stock  sub- 
scription obtained  amounts  to  $1,625,393,  of 
which  $1,205,768  have  been  paid.  Further  sub- 
scriptions to  the  extent  of  about  $400,000,  are 
expected  from  Philadelphia,  Pittsburgh,  Chicago, 
and  from  parties  on  the  line  of  the  road.  The 
total  amount  expended  on  the  work  up  to  1st  of 
November,  1854,  was  $1,100,000.  The  company 
have  made  an  issue  of  mortgage  bonds  to  the 
amount  of  $1,250,000,  about  one-half  of  which 
have  been  sold. 

:  The  line  of  tho  road  is  a  very  important  one,  as 
has  been  shown  in  the  report  referred  to.  We  can 
assure  all  interested  that  the  road  will  be  built  in  a 
most  faithful  and  economical  manner,  and  we  can 
see  no  reason  why  it  should  not  prove  an  excellent 
investment.  It  must  form  the  great  artery  be- 
tween Central  Ohio  and  the  roads  entering  it  from 
the  East,  (among  which  are  the  great  Philadel- 
phia and  Baltimore  lines.)  and  Chicago.  For  the 
greater  part  of  the  distance,  it  traverses  an  excel- 
lent agricultural  section,  which  must  supjaly  the 
usual  amount  of  local  business.    The  work  is  in 


competent  and  cfScient  hands,  and  will  be  vigor- 
ously pushod  forward,  even  in  these  times,  to  com- 
pletion. , 

Nashvllla  and  Hortbwrestsrii  RalSroad. 

This  road  extends  from  the  City  of  Nashville 
Tennessee,  to  the  Mississippi  River,  below  its 
junction  with  the  Ohio,  and  is  the  last  link  in  a 
chain  of  roads  projected  by  John  C.  Calhoun,  for 
diverting  the  trade  of  the  Mississippi  River  to  the 
City  of  CLarleston,  S.  C,  by  a  land  communica- 
tion. The  company  for  its  construction  was  or- 
ganized September  5th,  1853,  under  a  charter, 
granted  by  the  Legislature  of  Tennessee,  requiring 
them  to  commence  operations  within  three  years, 
and  in  two  more  from  date  of  the  act,  to  have  a 
section  of  at  least  30  miles  in  running  order.  The 
charter  is  perpetual  and  grants,  besides  $100,000 
for  bridging  the  Tennessee  River,  State  aid  of 
$10,000  per  mile  for  156  miles  for  the  purchase  of 
iron  and  rolling  stock,  exempli  the  capital  stock 
for  ever  from  taxation,  and  the  road  with  all  its 
equipment  for  the  space  of  five  years,  .i'  rv^; 

Ou  the  1st  of  June,  in  the  present  year,  surveys 
were  commenced,  and  operations  in  clearing,  &c. 
shortly  afterwards.  The  Company  having  been 
permitted  by  the  Legislature  to  commence  opera- 
tions with  the  Mobile  and  Ohio  Railroad  as  a  basis, 
instead  of  the  Mississippi,  the  work  was  begun  on 
it,  at  a  po|pt  a  few  miles  to  South  of  the  State 
Line. 

The  line  selected,  like  all  those  bordering  on  the 
Mississippi,  appears  remarkably  favorable  to  rail- 
road construction.  No  rocks  occur  on  the  whole 
route.  No  grade  is  over  68  fl.,  and  that  only  * 
short  distance,  the  greater  part  of  the  road  being 
nearly  levd.  The  shortest  curve  is  1,200  feet 
radius. 

The  amount  of  subscriptions  to  the  work  is  as 
follows — 
State  subscriptions,    156  miles,   $10,- 

000  per  mile $1,560,000 

To  build  Tennessee  River  Bridge 100,000 

Davidson  Co.  6  per  cent,  bonds  (in  liti- 
gation)       300,000 

Individual  Subscriptions 262,900 

Mobile  and  Ohio  Railroad  Company. . .  2,500 


$2,225,400 

ESTIMATED    BUSINESS    Or    THE    ROAD. 

Way  Passengers $307,354 

Lateral    do 75,000 

Through  do 160,000 

Way  Freight— 

2,000,000  Bushels  Corn,  c. 

6cts $120,000  , 

20,000  Tons  Bacon,  c.  $2-60    60,000  '  "■"■''' 

60,000  Hogs,  c.  25  cts 12,600 

30,000  Tons  Pig  Iron  c.  $2.     60,000 

$242,500 

Through  Freight,  10,000  Tons,  c.  $6.. .         60,000 


Total $844,864 

Deduct  for  working  expenses,  50  per  ct. .  422,427 

$422,427 
As  the  estimated  cost  of  tho  road  by  the  short- 
est route— 152  7-8th  miles  is  $2,792,638,  this 
would  give  a  profit  of^ver  16  per  cent,  on  the 
work. 

The  road  is  intersected  in  its  course  by  (1)  the 
Mobile  and  Ohio  Road,  475  miles  long ;  (2)  the 
New  Orleans  and  Ohio  Road,  60  miles  long,  di- 
verging from  the  former  and  touching  the  Ohio 
Riverfat  Paducah ;  (3)  the  Hickman  and  Obion 
Road,  \Z%  miles  long ;  (4)  the  Memphis  and  Ohio 


Road,  85  miles  long;  (6)  the  Mississippi  Central 
and  Tennessee  Road^  %nd  (6)  the  Louisville,Clarks- 
ville  and  Memphis  Road. 

ItecelptB  of  llailroada  for  Noirember* 

The  following  are  the  receipts  of  the  Cleveland 
Painesvillo  an*  Ashtabula,  and   the  Cleveland, 
Columbus  and  Cincinnati  Railroad  Companies,  for 
the  month  of  November,  1853  and  1854: 
Cleveland,  Columbus    and 

Cipcinnati,  1854 $111,452  79 

Cleveland,  Columbus  and 

Cincinnati,  1853 100,747  77 

Increase $10,796  02 

Cleveland,  Painesville    and 

Ashtabula,  1854 $88,706  16 

Cleveland,    Painesville  and 

Ashtabula,  1853 67,211  47  21,494  69 

Increase  on  both  roads $32,199  71 

Virginia  aad   Tennessee  Railroad.        ,'•- . 
Receipts  for  the  month  of  November,  1854 : 

For  transporUtion  of  Freight $14,166  20 

For  transportation  of  Passengers,   Ex- 
press, Freight  and  U.  S.  Mail 6,353  34 

Total  Receipta $20,519  24 

The  receipts  from  the  same  sources  in  Novem- 
ber, 1853,  were  $11,062  43. 

The  comparative  receipts  of  the  New  York  and 
Harlem  Railroad  Company,  from  August  to  No- 
vember, inclusive,  in  the  years  1863  and  1854, 
were  : 

1863.  1854.  Increase. 

August.... $87 ,776  41  $9U,000  58  $2,233  12 
September.  92,825  08  99,831  86  7,006  78 
October....  90,008  59  105.488  92  15,480  33 
November..  70,644  80      84,404  03       18,769  23 


Increase  in  4  months $38,479  46 

The  earnings  of  the  Erie  Railroad  for  the  month 

November,  1854,  were.../. ....$491,492  33 

Earnings  November,  1853 461,266  15 

Increase $30,226  18 

The  earnings  of  the  Chicago  and  Rock  Island 
Railroad  for  the  month  of  November,  1854,  were 
as  follows  : 

From  Passengers $87,479  75 

Freight,  Mails  and  Express 60,419  75 

Total $147,899  60 

■ifm>V.        Hew    publications, 

The  Contraclor's  .Booi.— "Working  Drawings 
of  Tools  and  Machines,  and  Data  for  Calculating 
the  Cost  of  Excavating  Earth  and  Rock,  and  of 
Constructing  Masonry,  Timber  Work,  etc." 

We  have  had  this  work  on  our  table  for  several 
days,  and  have  been  much  pleased  with  the  typo- 
graphical aopearance  of  the  book,  and  especially 
of  the  plates,  (sixteen  in  number,)  which  are  very 
spirited  lithographs,  fourteen  by  eighteen  inch- 
es, t 

This  book  is  designed  wholly  for  practical  men, 
contractors,  engineers  and  railroad  managers,  and 
furnishes  them  working  drawings,  and  bills  of  tim- 
ber and  iron  of  all  the  best  tools  and  machines 
which  are  required  in  the  construction  of  rail- 
roads, canals,  &c. 

We  can  readily  see  that  it  would  be  invaluable 
to  those  for  whom  it  is  designed,  as  it  furnishes 
them  with  the  means  or  building  of  their  own 
works  msiohines  of  the  most  approved  forms,  as 
attested  by  the  best  experience,  and  thus  will 
often  save  every  contractor  who  has  a  copy  of  this 
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work  more  than  ten  times  the  cost  of  the  book, 
besides  the  assurance  that  he  will  have  the  tool 
or  machine  which  will  accomplish  his  work  in  the 
most  economical  manner. 

Mr.  Cole  is  an  Engineer  of  high  standing  in  this 
State,  and  especially  as  a  practical  constructing 
Engineer. 

His  work  is  the  more  raluable  because  he  has, 
during  an  extensive  experience  of  many  years, 
carefWly  ascertained  the  comparative  economy  of 
the  difilerent  ki ads  of  tools  and  machines  used  by 
contractors,  and  has  selected  for  his  work  only 
such  as  are  the  best  of  their  several  kinds. 

The  book  will  also  prove  valuable  to  contrac- 
tors proposine;  for  jobs,  as  it  contains  some  very 
useful  tables  of  the  cost  of  removing  earth  and 
building  masonry  and  timber  structures,  which 
are  so  arranged  that  they  may  be  applied  to  every 

kind  of  work  offered  for  contract. 

The  work  is  for  sale  at  W.  C.  Little  &<  Co.,  62 
State -St.,  Albany,  and  0.  G.  Steels  &  Co.,  206 
Main-st.,  Buffalo — Albany  Evening  Journal. 

Hnrtaon  River  Railroad. 

Pbilo  Hurd,  Esq-,  for  many  years  Superintend- 
ent of  the  Naugatuck  Railroad  Company,  has 
been  elected  Vice  President  of  the  Hudson  River 
Railroad  Company,  to  succeed  Oliver  H.  Lee,  Esq., 
who  resigned  on  account  of  ill  health;  and  M.  L. 
Sykes,  Jr.,  formerly  Superintendent  of  the  Hart- 
ford and  Now  Haven  Railroad  Company,  and  who 
has  for  six  months  discharged  the  duties  of  Assist- 
ant Superintendent,  has  been  appointed  General 
Superintendent  of  the  company. 

Indlanapolii  and  Cincinnati  Railroad. 

It  will  be  gratifying  to  the  friends  of  this  road  to 
learn  that  it  is  rapidly  gaining  in  favor  with  the 
communitv,  and  that  its  careful  and  attentive 
management  is  reaping  its  reward.  The  following 
statements  of  earnings  for  the  past  five  months, 
will  amply  show  its  hold  on  public  confidence': 

NOVEMBER. 

Passengers S20,733  13 

Freight 16,668  38 

Mails : 662  60 


ing  the  summer,  and  its  through  connection  with 
the  Ohio  and  Mississippi  Road,  have  opened  to  it 
a  new  channel  of  business.  There  can  be  no 
doubt,  but  that  when  the  Ohio  and  Mississippi 
Road  has  extended  its  track  nearer  the  business 
portion  of  the  city,  and  when  a  third  rail  shall  be 
laid  to  extend  the  gauge  of  the  IndiauapolLs  Road 
to  the  city  depots,  the  freight  business  of  this  road 
will  be  materially  increa^d ;  it  has  along  the  line 
of  its  route  material  enough  waiting  for  favorable 
facilities  to  bring  it  into  competition  with  the 
same  articles  in  other  sections. 


'iivvti.'.  s*:  ■%^*«i«ij|fc=»it  k"i 


S37,964  01 

OCTOBER. 

Passengers S18,557  88 

Freight 14,824  35 


Express 


662  60 


.•;^)- 


S33,944  73 

SEPTEMBEB. 

Passengers......  .;...'.. S16,089  44 

Freight 16,021  90 

Express 560  60 


.•,.i*.Ji-<. 


$31,671  84 

AUGUST. 

Passengers ^13,227  39 

Freight 12,814  94 

Express ....r>. ... ....        562  60 
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826,304  83 


Passengers S8,036  79 

Freight 7,803  83 

Express, 662  50 


$16,403  12 

The  gross  income  of  August  was  60  per  cent, 
greater  than  that  of  July,  September  20  per  cent, 
greater  than  August,  October  7  per  cent,  greater 
than  September,  and  November  12  per  cent, 
greater  than  October.  The  earnings  of  November 
are  181  per  cent.,  greater  than  for  July.  The  in- 
crease of  freight  during  the  same  period  will  be 
seen  to  be  118  per  cL,  and  that  of  passengers  158  per 
cent.  A  large  portion  of  this  increase  in  the  pas- 
senger receipts,  is  undoubtedly  due  to  the  fact 
that  the  rqad  luis  been  thoroughly  ballasted  dur- 


Clnclnnatl,  Itogansport  and  Clilcago  Rail- 
road. 

This  road  was  commenced  by  a  number  of  dif 
ferent  interests,  which  were  consolidated  31st  of 
August  last.  These-  were  the  "Cihcinnali  and 
Chicago,"  and  the  Cincinnati,  Logansport  and 
Chicago"  roads.  The  length  of  route  by  the 
consolidated  lines  is  265  miles,  within  five 
miles  of  being  a  straight  line  between  the  points. 

The  Report  of  the  Company  made  up  to  Octo- 
ber last,  states  that  a  division  of  the  road,  28 
miles  long,  from  Richmond  to  New  Castle,  which 
will  afterwards  be  a  branch  line,  is  already  open 
and  doing  a  favorable  business.  This  dine  is  con- 
nected with  Cmcinnati  by  the  Eaton  and  Hamil- 
ton, and  the  Cincinnati,  Hamilton  and  Dayton 
roads.  Operations  are  going  forward  t«  construct 
the  direct  Hue-  from  Cincinnati  to  New  Castle, 
also  the  divisions  between  Now  Castle  and  Mun- 
cie.  New  Castle  and  Anderson,  Anderson' and  Ko- 
komo,  Kokomo  and  Logansport ;  and  to  some  ex- 
tent on  that  between  Logansport  and  Chicago. 
On  the  last,  though  the  least  forward*part  of 
the  work,  the  road  is  expected  to  be  ready  for  the 
iron  in  less  then  six  months.  Other  sections  arc 
nearly  completed.     .  / ,^ \^. ,^  ;^.>,     :.:|'.s 

The  cost  of  the  road  is  estimated  to  be  as  fol- 
lows. 
From  Cincinnati  to  New  Castle $3,000,000 

"      New  Castle  to  Wabash 928,000 

"      Richmop.d  to  Logansport 1,965,000 

"      Logansport  to  Chicago 1,632,000 

Add : 
For  Right  of  Way  ....  . , .  .".■'.'; '.'.':;  i.       100,000 

"     Depots.  Water  Stations,  &c 200,000 

"     Additional  Rolling  Stpck 200,000 

"    Contingent  Expenses 100,000 


one  of  $1,210,000,  the  latter  payable  in  London 
at  30  years,  and  bearing  six  per  cent,  interest,  to 
purchase  iron  and  equipments  for  that  part  of  the 
road  between  Richmond  and  Logansport,  which  is 
mortgaged  for  the  payment,  principal  and  interesti 
of  the  above.  The  remaining  sections,  from  Cin»- 
cinnati  to  Wabash  143  miles,  and  from  Chicago  to 
Logansport,  100  miles,  are  unencumbered  by  mort- 
gage ;  but  will  be  mortgaged  to  secure  such  ad- 
ditional funds  as  may  be  necessary  to  complete 
them.  For  this  purpose  the  Directors  state  that 
they  intend  issuing  additional  bonds  to  the  amount 
of  about  $2,500,000,  and  take  real  esUtc  on  stock 
subscriptions,  to  the  amount  of  $1,000,000,  which 
they  expect  can  be  readily  and  advantageously 
done. 

The  direct  line  from  Richmond  to  Logansport 
is  the  only  part  of  the  road  which  will  immediate- 
ly be  completed,  and  this  wall  probably  be  done  at 
an  early  day. 

iu'wa. 

The  fu'  ded  debt  of  the  State  amounts  to  $79, 
796  76.  The  sum  of  $16,442  06  became  due  lat- 
May,  and  the  balance  wiU  fail  due  in  1856,  1857 
and  1859.  From  the  first  day  of  November,  1852, 
to  the  31st  day  of  October,  1854,  there  has  been 
received  into  the  Treasury  $125,462  67,  and  dur- 
ing the  same  period  there  ban  been  p<iid  out  on 
Auditor's  warrants  $118^42  90,  leaving  a  balance 
in  the  Treasury  on  the  31st  day  of  October  last  of 
$15,622  22.  including  the  sum  of  $8,602  88,  which 
was  in  the  Treasury  on  the  first  day  of  November* 
1862. 


$8,115,000 
Making  an  average  cost  of  $23,119  per  mile. 

That  part  between  New  Castle  and  Wabash  is  a 

branch  line  68  miles  in  length,  under  the  control 

and  management  of  the  Cincinnati  and  Chicago 

Company,  also  28  miles  between  New  Castle  and 

Richmond,  making  the  wholo  distance  operated 

by  the  Company  351  miles. 

The  amount  expended  at  date  of  Re- 
port was $2,080,433 

Cash  stock  unpaid 798,037 

Real  Estate  owned  by  the  Company. . .  2,922,271 


Total  Resources , $5,800,741 


Balance $2,314,259 

To  which  add  other  liabilities — 

Unfunded  Debt $425,126       »  '  '* 

Income  Bonds  sold • 12,000 

Real  Estate  Bonds  sold 369,000 

Debts  due  for  iron  rails 200,000 

$1,006,126 


Amount  required  to  complete  the  road. $3,320,384 

This  the  company  propose  raising  by  issuing 

Bonds  sufficient  for  that  purpose.    A  first  issue 

of  $300,000  has  already  been  made,  and  a  farther 


Public  Debts  of  European  Powers. 

Some  inquiries  have  been  instituted  as  to  the 
existing  public  debt  of  Great  Britain  and  Ireland. 
It  is  an  interesting  inquiry,  because  any  sudden 
increase  of  that  debt  affects  unfavorably  our  own 
market.  The  debt  at  the  peace  of  1816  was 
£864,800,000,  and  had  decreased  in  January, 
1864,  to  X770,923.000.  The  toUl  debt  at  8  per  ct. 
was,  £.508,000,000 ;  at  3>^  per  cent.  £218,000,000  ; 
and  the  debt  of  Ireland,  $39.000,000 ;  miscellane- 
ous, £5,923,000.  Total,  £770,923,000;  «ith  an 
annual  charge  of  about  £27,800,000. 

France  is  burdened  with  a  smaller  public  debt ; 
but  it  may  be  well  questioned  whether  her  finan- 
cial resources  are  comparable  with  those  of  the 
former. 

The  public  debt  of  France  consists  in  RtnUs,  at 
3,  4  and  A\  per  cent,  amounting  io  January,  1863, 
to  6.576,962,000  francs,  or  £2.3,078,000  steriing, 
viz ; 

4>2'  per  cent,  rentes  3,467 ,088,000  A.  £138,683,110 
4  "  "  69,297,000  2.371,911 

3  "      .      "      2,050.677,000  82,023,088 

f;;,,: . 

6,676,952,000  fr.  £223,078,109 
This  d«bt  is  considerably  less  than  in  1847-60, 
in  consequence  of  the  conversion  of  half  the  debt 
from  a  5  per  cent,  stock  to  a  4>^. — The  progress 
of  the  debt  during  the  last  six  years  is  as  fol- 
lows: 

1847....  £228,691,000  I860....  £208,785 ,000 
1848....    233,520.000  1861....     213,825,000 

1849....    274,410,000  1853....     223,078,000 

The  deficiency  in  French  revenues  has  been  very 
extraordinary  since  the  year  1840,  amounting  in 
the  year  1847  to  the  enormous  sum  of  267  mil- 
lions of  francs. 

The  year  1852  .oaly  shows  an  excess  of  revenue , 
while  the  new  loans  of  1854  indicate  a  further 
growth  of  the  4ebt  of  that  country. 

Turkey  is  in  a  poor  condition  to  withstand  the 
heavy  drafts  for  the  current  war.  The  war  against 
Russia,  which  led  to  the  treaty  of  Adrianople  in 
in  1829,  left  the  Ottoman  Empire  greatly  embar- 
rassed. By  that  treaty  Russia  not  only  stipulated 
to  be  paid  an  indemnity  of  10,000,000  ducats  for 
the  expense  of  the  war,  but  brought  in  a  bill  for 


828 


AMERICAN    RAILROAD    JOURNAL.. 


Russian  subjocts  aiid  merch»Bli>  to  the  extent  of 
l,5tX),000  ducats.  Tho  Provinces  of  Moldavia 
and  Wallacbiawcre  to  be  kept  as  security  by  Russia 
until  these  sums  were  reimbursed.  By  the  treaty 
of  1834,  Russia  consented  to  a  reduction  of  2,000,- 
000  of  this  debt. 

The  revenue  of  Turkey  arises  mainly  from  an 
oppressive  income  tax ;  by  which  the  Dime,  or 
tithe,  of  all  production  of  the  laud,  including 
fruit,  grain,  cattle,  &c.,  is  appropriated  to  the 
Qovornment..  This  annual  revenue  at  a  late  date 
was  seven  hundred  and  thirty-one  millious  of 
piastres,  or  XO.645,450  sterling. 

Thu  piastro  ia  estimated  at  110  per  ikjuiuI  ster- 
ling. The  growth  of  wheat  and  other  grains  in 
Esrypt  has  seriously  declined  of  late  years ;  while 
that  of  Turkey  has  incieased  from  78,000  quartet's 
to  1,400,000  ill  1»63. 

Austria  is  in  a  woise  position  tliaii  either  of  the 
three  Ooveruments  before  uaiued.  Thw  deticit  of 
revenue  for  some  years  has  been  great,  viz  : 

Florins.  Florins. 

1847....       706,000      #■  1851 ..  ..6,222,000 

1848....    4,611,000  186-2.... 5,344 ,0<X) 

1849....  12,190,000  1863 ....  6,500,000 

1850....  6,48tf,<HX> 
and  the  budf:»'t  for  tlio  current  vear,  1854,  .shows 
a  delicit  of  96,0<X»,000  florins,  orabout  70,000,000 
dollars. 

These  tabular  and  oflScial  e.xhibits  serve  to  .show 
an  increasing  drain  u{)©u  each,  for  some  years. 
England  is  a  borrower;  so  also  are  France,  Turkey, 
and  .Vustria.  Each  is  in  the  market  for  heavy 
loan.s,  as  the  mere  beginning  in  the  extraordinary 
expenses  of  tho  year,  and  these  vast  expenses  will 
t^nirc  years  to  liquidate. 

While  the  public  debt  of  Russia  is  speciflcally 
known,  we  are  not  so  well  informed  as  to  the  in- 
tt-rnal  resources  and  wealth  of  that  great  empire. 
I',  is  known  that  thu  gold  regions  under  the  con- 
trol of  Russia  yield  vi^ry  largely,  and  are  a  large 
source  of  revenue  to  the  government.  We  have 
reason  to  believe  that  the  linancial  alfairs  of  the 
£m]>ire  arc  better  managed  than  those  of  nearly 
aU  the  European  goveriiment«.  The  first  Russian 
loan  of  any  extent  taken  in  England  was  con- 
tracted for  by  the  Messrs.  Rothschild  in  the  year 
1S22,  at  5  per  cent,  interest,  secured  by  a  sinking 
fund  at  one  per  cent  per  annum. 

AnotBter  loan  of  £5,600,000  was  taken  by  Bar- 
ing, Brothers  in  1860,  buing  a  4)^2  per  cent.  loan, 
taken  at  93  fwr  cent.,' and  reimbursable  by  a  sink- 
ing fund  of  2  per  cent.  Tho  interest  on  this  loan 
is  payable  at  their  banking  house,  and  the  first 
set  of  bonds  were  re-payable  in  January,  1862. 
The  public  debt  in  the  aggregate  is  relatively 
small,  and  has  but  slightly  increased  since  1849, 
viz  : 

Silver  roubles.  Sterling. 

January  1,  1840 ....  326,676,000  £49,001,000 

I860....  336,219,000  60,432,000 

"  1861....  386.308,000  67,916,000 

1852....  400,667 ,000  60,100,000 

1853 ....  401 ,552,000  69,232,000 

New  loan  of  1864.  ..£8,000,000  63,232,000 

In  additiQn  to  this,  the  government  has  a  large 
Bum  of  credit  notes  in  circulation,  guaranteed  by 
.  tlie  reserve  of  precitms  metals.  This  issue  amount- 
ed in  January,  1863,  to  three  hundred  and  eleven 
millions  of  roubles. 

Tha   total   imports  and  exports  of  Russia  for 
1848-1861,  were  as  follows : 
Imports.  Roubles.  Equivab^nt  to 

1848 179,115,000  3134,335,000 

1849 192,825,000  144,260,000 

1860 192,366,000  144,272,000 

18ftl 201,132,000  .  150,850,000 

Exports  in  1851,  87,394,000  roubles,  equivalent 
to  about  seventy-three  millions  of^  dollars. — The 
Custom  House  revenues  were  in  1848,  81,960,000 
roubles  ;  and  in  1850,  30,529,000  roubles. 

The  exports  of  gold  from  Ru.'isia  in  18G2  were 
16,402,000  roubles.  The  quantity  mined  is  1851 
was  1,422  ptMils  or  about  51,192  pounds — or  up- 
wards of  ttm  millions  of  dollars. — A^.  V.  Courier 
and  inquirer. 


Alabamm  and  Florida  Kallrotid. 

At  the  recent  letting,  on  the  4th  lust.,  says  the 
Alabama  Journal,  of  the  Alabama  and  Florida 
Railroad,  we  learn  that  the  first  fifty  miles  was  at 
once  placed  under  contract,  and  taken  by  a  body 
of  experienced  and  energetic  contractors.  The 
contracts  stipulate  for  the  completion  of  the  first 
twenty-five  miles  during  the  yctt  1856. 

The  time  for  breaking,  ground  at  this  point  is 
not  yet  determined — when  arranged  we  will  give 
duo  notice  of  tho  commencement  of  this  import^ 
ant  enterprise. 

llock  Island  and  Cblcago  Ilnllroad> 

At  tho  Annual  Meeting  of  the  Stockholders  of 
the  Chicago  and  llock  Island  Railroad  Company, 
held  19th  inst.,  the  following  named  gentlemen 
were  chosen  Directors  of  said  Company  for  the 
coming  year:  Henry  Faruham,  Chieago,  HI.; 
Joseph  E.  Shettield,  New  Haven,  Conn. ;  A;isariah 
C.  Flagg  New  York  City  ;  Thomas  C.  Duraut,  New 
ifork  Ciiy;  Wm.  Walcott,  Utica,  N.  Y. ;  John 
Stryker,  Rome,  N.  Y. ;  Clark  Durant,  Albany,  N. 
Y. ;  N.  D.  Judd,  Chicago,  III. ;  Isaac  C<»ok,  Chica- 
go, HI. ;  Nelson  U.  Elwood,  Joliet,  111. ;  T.  D. 
Brewster,  Peru,  111. ;  Samuel  Andrews,  Rr>ck  Is- 
land, 111. ;  Ebeni'zer  Cook,  Davenport,  Iowa.  The 
following  offictTs  were  also  cIiosib  by  the  Board : 
Henry  Farnham,  President;  A/.ariah  C.  Flagg, 
Treasurer  ;  Nelson  D.  Elwood,  Secretary. 

Paclflc  Uallroad  of  Texas. 

Gov.  Pease,  of  Texas,  has  issued  a  proclamation 
again  oftering  the  contract  to  construct  tho  Miss- 
issippi and .  Pacific  Railroad  to  responsible  bid- 
.iers.  In  his  proclamation  he  states  the  contract 
entered  into  between  himself  and  Messrs.  Walker 
and  King  and  others,  for  the  construction  of  the 
road,  had  become  null  and  void  by  the  failure  of 
the  contractors  to  make  the  neceseary  deposit  of 
6300,00(f  in  gold,  silver  or  evidences  of  the  State 
debt  of  the  State  of  Texas,  or  other  good  par 
stocks. 


Ife'vr  York  Canala. 

The  Albany  Arsus  furnishes  the  annexed  sum- 
mary of  canal  tolls  : 

Various  estimates  have  been  published,  predi- 
cated upon  the  general  stagnation  of  business  in 
all  its  branches,  in  which  it  has  been  claime<l,  and 
perhaps  with  some  show  of  plausibility,  that  the 
decrease  this  year  in  tlie  receipts  of  tolls  would 
be  fully  equal  to  half  a  million  of  dollars,  as  com- 
pared with  the  receipts  during  the  season  of  can- 
al navigation  last  year.  This  estimate  of  the  de- 
crease has  been  too  large-by  nearly  ;H;75,000,  as  the 
following  statement  will  show  : 

iVmount  collected  from  the  o|>ening  of  canal  na- 
vigation, April  20th,  1863,  to  and  including  the 
month  of  November  of  tho  same  year,  and  from 
the  1st  of  May.  1864,  to  ami  including  the  mouth 
of  November  of  the  same  year — 
1863 $3,187,682.72  1864 Jli2,766,226.a5 

"    .16,949.62      "Dec.est        10,000.00 


$2,776,227.05 


$3,203,632.24 
Decrease  iu  '  -    ' 

1854...       427,306.19  •-'"■'' 

The  official  figures  will  not  vary  materially  from 
this  estimate. 

As  to  the  down  freights  of  the  canals  during 
tho  season,  we  find  that  of  articles  brought  iu  bar 
rels,  and  enumerated  under  that  bead,  consisting 
of  fiour,  beef,  pork,  and  ashes,  the  receipts  last 
year  exceed  those  of  ibis  by  nearly  two  millions 
of  barrels,  The  greater  proportion  of  this  de- 
crease is  the  article  of  fiour  alone.  As  to  articles 
enumerated  under  the  head  of  busbeis^gralns 
generally — the  excess  is  in  favor  of  this  year  by 
over  three  millions  of  bushels.  .  The  falling  off  in 
the  receipts  of  wheat  amoftnts  to  6,000,000  of 
bushels,  while  the  excess  of  the  receipts  of  corn 
this  year  over  last,  amounts  U>  over  7,000,000  of 
bushels.  Articles  enumerated  under  the  head,  of 
pounds  —butter,  lard,  cheese,  wool  and  bacon — 
show  an  increase  this  year  over  last  of  nearly  6,- 
000,000  of  pouu4«. 


Of  course,  the  above  shows  but  a  portion  of  the 
down  freight  on  the  canals,  but  afiords  an  index 
of  the  general  results  of  the  canal  trade. 

The  tolls  received  for  a  series  of  years,  com- 
mencing in  1880,  when  they  first  reached  a  million 
of  dollars,  have  been  as  follows  : 


1880...., $1,066,922  12 

1831 1,223,801  98 

1832 1,229,483  47 

1833 1,463.820  90 

1884 1,341,329  96 

1836.....  1,684,986  48 

1886 1,614,336  43 

1837 1,292,623  38 

1838 1.697.911  03 

1889 1,616,382  02 

1840 1,776,767  67 


1842 $1,794,197  62 

1843 2,081,690  17 

1844 2,446,374  52 

1845 2,656,640  31 

1846 2,779,324  42 

1847 3,674,322  89 

1848 3,356,047  27 

1849 3,390,760  16 

1850 3,410,324  15 

1861 8,492,641  81 

1862 3,118,244  39 


1841 2,034,882  82 

The  sums  collected  from  1846  to  1851  Inclusive, 
embrace  nearly  six  hundred  thousand  dollars  of 
railroad  tolls. 


Flnau«ea  ot  Boaton> 

The  Committee  of  the  Council  of  Boston,  on  the 
reduction  of  the  debt  of  that  city,  reports  that  the 
consolidated  debt  of  the  city  on  the  30th  day  of 

December,  1853,  was..' $7,843,712  77 

The  consolidated  debt  at  this  date, 

Dec.  20lh,  1854,  is 7,628,142  32 

Reduction. ^.l...V.'!.ULi;..    $215,570  45 
The  amount  of  moans  on  hand  on  the  20th  day 
of  December,  1863,  was : 

Cash '.^ii^...    $701,867  88 

Bonds  and  mortgages.. •»  J^v. 789,315  00 

Total $1,400,682  88 

The  means  on  hand  at  this  date,  December  20, 

1854,  are : 

Cash .i'.U_4iy^.    $606,687  22 

Bonds  and  mortgages .-Vvi<,.«.       717,920  46 

•■'•■»-     . 

ToUl -..$1,324,607  67 

Reduction  of  means 166,076  21 

Reduction  of  debt  as  above 215,570  45 

Net  gain  on  the  debt $49,496  24 


Racins  and  HIsBlsalppi  Railroad. 

Tho  Racine  and  Mississippi  Railroad  Company 
is  engaged  in  constructing  a  road  from  the  city  of 
Racine,  on  Lake  Michigan  to  Frecport,  Illinois ; 
there  to  intersect  the  Illinois  Central  Railroad, 
which  is  now  completed  from  that  point  to  Qalena 
The  distance  from  Racine  to  Freeport  is  one  hun- 
dred and  two  miles.  The  line  jiasses  through  the 
southern  tier  ot  counties  in  Wisconsin,  east  of 
Rock  River,  entering  the  State  of  Illinois  at  Be- 
loit.  The  portion  of  the  line  between  Racine  and 
Beloit  (68  miles)  is  now  under  construction.and  is 
estimated  to  cost  $1,600,000.  The  work  of  grad- 
ing, masonry  and  bridging  trom  Racino  to  Fox 
River  (26  miles)  is  already  completed,  including 
the  farm  and  road  crossings,  cross  ties,  and  a  con- 
siderable portion  of  it  is  fenced.  The  work  of 
grading,  masonry,  and  bridging  on  the  forty-two 
miles  west  of  Fox  River  to  Beloit,  on  Rock  River 
is  under  contract,  and  fully  one-half  completed 
and  paid  for.  It  will  require  about  $60,000  in 
cash  to  complete  the  entire  grading  from  Racine 
to  Beloit.  The  present  reliable  subscriptions  to 
the  capital  stock  of  the  company  amount  to  the 
sum  of  $816,000,  consisting  as  follows,  viz  : 

By  the  city  of  Racine,  payable  in  its  7 

per  eent  bot.ds $300,000 

By  the  town  of  Beloit,   do.    do. ...... .    100,000 

By  the  town  of  Delavan  do.    do 25,000 

By  the  town  of  Elkhorn dc.     do....,.,.,^,,   16,000 

By  the  town  of  Racine,  do.     do 50,000 

By  the  individual  subscription 826,000 

The  company  have  issued  no  bonds  whatever. 
$856,000  have  been  expended  upoa  the  work.— - 
$112,000  of  the  Racine  city  bonds,  together  with 
the  Delavaa  and  £lkboni  have  boeo  negotiated 
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for  cash,  »Dd  about  960,000  of  the  B«loit  bouds 
have  been  paid  over  to  the  contractors  for  work 
completed.  The  additional  subscriptions  that  are 
MOW  being  made  on  the  line  of  the  road  will  ren- 
der it  unnecessary  for  the  company  to  mortgage 
its  property  for  over  SIO.OOO  per  mile.  The  com- 
pany propose  opening  the  road  to  Beloit  early  the 
next  season. 


Report  on  Comaieree  and  BIaviK«tion« 

The  report  on  Commerce  and  Navigation  was 
laid  before  Congress  on  Monday.  It  contains 
some  very  interesting  statistical  imformat  ion  upon 
the  subject  of  ship-building  and  other  matters  per- 
taining to  the  growth  of  our  commercial  interests. 
We  are  able,  from  the  records,  to  compile  the  fol- 
lowing tables : 

SlaUment   of  New    Vessels  built  in   the  following 
cities  during  the  ytar  1854. 

Total 
Ton- 
nage. 
15,093 
31,476 
12,067 
68,461 
16,533 
69.550 
6,256 
63,496 
24,128 
16,618 
6,824 
8,071 
11,186 
7,042 
Year 


Ships  and 

Smaller  Steam- 

Barks.   Brigs. 

Vessels. 

boats 

PassamaquoddylS         13 

6 

Waldoboro 26        11 

27 

Belfast 9        \f 

13 

Bath 66          9 

4 

6 

Portland 23          2 

Boston 69      .   1 

4 

3 

New  Bedford...  18           1 

•  • 

New  York 40          7 

186 

36  . 

Philadelphia  ...  6          4 

133 

14 

Baltimore 13          3 

36 

4 

LotiiflTille 

22 

St.  Lonis.......-r— •;?; 

7 

Cincinnati 'V   '  '  .1   - 

•  • 

38 

Detroit 1          1 

21 

7 

Total  Tonnage  of  the   United  States  for  the 
Ending  SOth  June,  1864. 

REGISTERED  TONNAGE.       Total  ToDUage. 

Registered  vessels  employed  in  foreign, 
trade  on  30th  of  June,  1864 2,833,819 

ENROLLED  AND  SMALLER  VESSELS.    .... 

Eorolled  vessels    employed  in  ;. 

the  coasting  trade   30th    of 
June,  1864 2,273,900 

Smaller  vessels  under  20  tons. .     46,214 

2,622,114 

PISHING  VESSELS. 

Enrolled  vessels  employed    in 

the  cod  fishery 102,194 

Do        do    domackeraldo      36,041 
Smaller  vessels  un^ei;  20  tons, 

in  cod  fishery 9,734 

146,965 

Registered  tonnage  in  the  whale  fisher- 
ies     181,901 

,Do  do       do  steam  navigation     93,0;i6 

Enrolled  tonnage  in  steam  navigation. . .    681,577 


company's  plans  may  be  entirely  successful,  as 
they  will  meet  with  a  cordial  second  from  this 
county  and  ihc  <>ntire  country  Sonth  and  South- 
east of  us.—BellevUle  Tribune. 

'V-ht^ 

Kxportsof  Chicaco*  ' 

The  Chirngo  Frct>.  Press  claims  that  Chicago  is 
the  largest  grain  exporting  place  in  the  world, 
and  gives  the  following  figures  in  proof.  In  the 
the  table  which  follows,  in  all  cases,  fiour  is  reduc 
ed  to  its  equivalent  in  wheat,  estimating  five 
bushels  of  the  latter  to  a  barrel  of  the  former.  The 
exports  from  the  Eiftopean  ports  are  au  average 
for  a  series  of  years — those  of  St.  Louis  for  the 
year  1863,  thase  for  Chicago  and  Milwaukee  for 
the  current  year  and  those  for  New  York  are  for 
the  past  eleven  months  of  the  same  year  : 

Wheat.    Ind.  Corn.  Oats.Rye      Total. 
:•;•*■    bush.         bush,    &  Barley,      bush. 

Ode«»a...5',600,000  -.,»*.       1,440,000  7,040,000 

Oalat^    &.  '   ■"'■':'■' 

Ibraila.2,400,000  5,600,000  1,440,000  8,320,000 


Dantzig.. 8,080  000 
St.  Peters- 
burg  

Archang'l       .... 

Riga 

St.  Louis.3,082,000 
Mil  w  a  » - 
kee.... 2,723,574 


1,328,000  4,408,000 

all  kinds      ....       7,700,000 

do.  2,628,000 

do.  ....       4,000,000 

918,384  1,081  078  6.081,468 


181,937 


841,660  3,747,161 
N.  York. 6,802,462  3,627,883  ....  9,430,336 
Chicjigo.. 2,946,924  6,745,588  4,034,21613,326,728 


h'^^^: 


Office  of  the  Clevel'd,Coldm.  &Cin.B.R  Co. 
Cleveland,  December  13,^  1854. 

DIVIDEND  NOTICE.— A  Cash  Dividend  of 
Five  per  cent,  on  the  capital  stock  of  this 
comjiany  from  thenet  earnings  of  the  Road  for 
the  six  months,  ending"  31st  inst,  has  been  declar- 
ed, payable  in  conformity  with  the  by-laws  of  the 
Company,  on  the  20th  day  of  January  next. 

Stockholders  registered  on  the  New  York  books 
will  be  paid  at  the  Office  of  Messrs.  Winslow,  La- 
nier &  Co.,  No.  52  Wall  st. 

Transfer  books  will  close  from  the  evening  ot 
the  Slst  inst.  to  the  10th  of  January,  inclusive. — 
By  order  of  the  Board  of  Directors. 

T.  P.  HANDY,  Treasurer 


ToUl  tonnage  of  U.  S.  30th  June,  1854.6,661,416 

BcUavllU  AMd  IIIlB*latown  Railroad. 

We  understand  that  a  sale  has  recently  been  ef- 
fected in  New  York  of  one-tbird  the  capital  stock 
and  contract  for  the  Alton  extension  of  this  road. 
The  purchasers,  Messrs.  Stryker  and  Litchfield, 
gentlemen  whose  names  are  intimately  connected 
with  some  of  the  most  successful  railroad  enter- 
prises in  this  country,  having  received  a  transfer 
of  their  stock,  with  the  assent  of  the  Board,  on 
Wednesday  last,  the  entire  Belleville  Board  re- 
signed their  places  and  gave  the  road  into  the 
hands  of  its  owners.  On  Wednesday  a  new  Board 
of  Directors  was  chosen,  consisting  of  John  Stryk- 
er of  R«ne  N.  Y.,  Edwin  C.  Litchfield,  Elisha  C. 
Litchfield,  Charles  Butler,  Henry  Martin,  Robert 
Ghriutie,  Jr.,  Ja»,  8.  Thayer,  of  New  York  city, 
Lorenzo  P.  Banger,  Hart  L.  Stewart,  J.  Y.  Sanger 
»«>d  Irvin  Camp. 

A  president  of  the  company  will  meet  probably 
be  chosen  in  New  York  at  a  meeting  of  the  Board 
there,  which  we  learn  is  soon  to  be  held,  foi  the 
purpose  of  providing  the  ways  and  means  to  com* 
plrte  the  Alton  Extension  without  delay,  and  to 
wake  the  ferry  franchise  of  the  company  available. 
This  latter  subject  is  one  in  which  the  citizens  of 
Uusoonnty  hat*  «  4eep  intMwt,  and  we  hope  th# 


A  Good  Machine  Draftsman, 

WELL  acquainted  with  tbe  arruigemenU  and  deUilB  or  Ic^ 
comotive^,  wishes  a  situation  in  a  Locomotive  Works  or 
Railroad  Shop.  Ha.s  pven  con^ider;^ble  attention  to  the  burn- 
ing of  Anthracite  Coal,  and  can  produce  undou)>ted  tes^ionials 
■8  to  character  anil  quaiificatioo.s.  For  further  iDformation  ad- 
dress Box  No.  1116  Philadelphia  P.  O.  51  2t 


buffaL.0  car  company. 

'pHIS  Company  having  now  completed  tl)eir  osteusive  Car 
X  Works  are  tilling  orders  for  the  coostruotion  of  PASSBN 
GBR,  BOX,  BAGGAGE,  PLATFORM  and  OATTLB 
CAR.S  of  the  most  approved  style  and  finish.  The  works  have 
connections  with  the  various  Uiies  of  railway  east  and  west, 
which  gives  them  all  required  ftoillties  for  the  delirery  of  can 
in  every  direction. 
Orders  are  respectfUII}'  solicited,  address  to  the 

BUFFALO  CAR  COMPANY. 
61  If Office  37  Pearl  St.,  Buffalo,  K.  T. 

liitbogrrapliy. 

WEISSENBORN,  Civil  Engineer  and  draughtaman  113 


G. 


graving  of  ma{%,  and  machinery-  on  stone.  LocotnotivM  are 
neatly  litbograplied  at  this  eatabliabineDt  on  the  moat  reuoiW' 
ble  terras.— Orders  are  solicited.  ao.tf 


Itailroad  Iron. 

F\r\r\  TONS  No.  1  Gtengamock  Scotch  Rg  Iron  in  tots  to 
*J\J\J  suit  purchasers  for  sale  by 

«  NAYLOR  &  CO., 

99  and  101  John  st. 
N,  B.— The  above  Iran  coostantly  imported-  32  tC 


Railroad  Iron. 

THE  Undersigned,  having  made  arrang«>nients  abroad,  arf 
prepared  to  contract  for  the  delivery  of  Foreign  raila,  of 
approved  brands  upi)n  the  most  favorable  terms. 

They  wiUJ^alsu  make  contracts  for  American  rails,  made  at 
their  Trentoti  Works,  from  Andover  Iron,  in  whole  or  in  part, 
aa  may  be  agreed  upoo. 

They  are  prepared  to  fumiah  Telepraph,  Spring^and  Market 
Wire:  Brasiers  and  WireRo^;  Rivets  and  Merchants  Bars 
to  order,  all  made  exclusively  Oom  Andover  Iron.  The  atten- 
tion of  parties  who  require  Iron  ot  tbe  very  beat  quality  fci 

special  purpoeea,  is  reapectfiiUy  invited.  

COOPER  k.  HEWETT 
■•bniai;  U,  186a  17  Burling  BUp,  New  Tock, 


Ontario,  Simeoc  ^  iiuron  R.K. 

CANADA. 
'rUI8  road  u|>eciod  in  May  last  to  Lake  ^<inH-ot'  i'<  e^[>ected  to 
•I  be  conij>ieted  to  the  G<H>rgiun  Bay,  Lake  Huron  a 
distance  of  96  miles  in  Jime  next  wl>ere  it  » ill  form  the  ahorteat 
and  moFt  agreeable  rout«  to  the  North  Westum  States  to  Lake 
Michigan  mwl  to  Uie  Mineral  Regions  of  Lake  Superior. 

At  present  the  Passejigt-r  Trains  ksave  Toronto  for  Barrie  (f4 
miles')  daily  at  8  a.m.  and  'A.  'M  |'.m„  refuniintf  tlie  same  day 
On  tbe  ujn^iiiig  of  the  nwigution  a  :4teHn>vr  will  ply  uii  Lake 
Simooo  ill  riHiiiexion  with  the  Traiii!<  and  will  cunwy  paKHeiiKens 
through  that  Lake  and  Lake  Cofx-lm-.liiiig  to  UriUa  wlteiu')-  u 
short  iHirtave  of  eigiitetMi  iiiHcs  will  take  Uieni  to  the  watent  >>'' 
Lake  Huron  to  the  HieaiiiercKakMilati)  wlik'h  fun.  to  tin- 8aiill 
St.  Murie  aii<l  intenn<xliate  |H>rt>t  tuniitiig  the  njust  eipMliluMis 
and  ngrce^ible  route  to  tJie  Mineral  Regions  of  Lakev  Uurtiti 
aLd  Siipt^rior. 

Arraiigeiiieiitii  will  Ite  made  on  tlie  com|tkitiuti  of  the  road  to 
the  Georgian  Bay  fir  u  line  ol  firxt  class Steamera  to  extend  tht'ir 
tripa  to  the  porta  ou  Lake  Michigan. 

ALFRED  BRFNEL, 
• .  '.^ji'  Supttnnteodeat. 


N 


in  bond,      oompleted. 


EW  YORK  STATE  CANALS.— NOTICE  TO 
CONTRACTORS.— In  purs,nanoe  of  a  reso- 
lution of  the  Contracting  Board,  notice  is  hereby 
given,  that  sealed  proposals  will  be  received  by 
the  undersigned  for  the  construction  and  comple- 
tion of  the  work  upon  the  several  Canals  of  this 
State,  described  in  tbe  following  tabular  state- 
ment at  the  times  and  places  therein  mentioned  : — 
CHAMPLAIN  CANAL. 
Sealed  proposals  will  be  received  at  the  Cana 
Commissioner's  OflSce,  in  the  citj'  of  Albany,  until 
the  20th  day  of  December,  1864,  at  9  o'clock  a.m., 
for  the  following  described  work,  to  wit : — 

Penalty     When  to  be 
Description  of  the  work. 
Three   combined    locks, 
towing     path     bridge        .  ;     ,   ,^;vf;;;  .-   ,.  -  > 
and  necessary  section  •     .    -  ,     ^. 

work     to    bring     the  ; ,, 

same  into  tise,  located 

atWaterford SI  8,000..  April  1st,  1866. 

ENLARGEMENT  OF  THE  ERIE  CANAL- 
MIDDLE  DIVISION. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  city  of  8yracu.se,  until  the 
21st  day  of  December  next,  at  9  o'clock  in  the 
forenoon,  for  the  following  described  work,  to 
wit:  — 

Amount  of 
Description  of  work.        penalty 
in   bond. 

Section  157 «1,200.. 

189 2,300.. 

190 4,000.. 

191 4,700.. 

192... 7,200.. 

193 8,600.. 

194..^ 8,700.. 

on  sections  No. 


Time 

of 

completion. 
April  1st,  1855 
"       "     1857. 

«<          «<          u  — 

n 

CI 

a* 

<i 

tti 

(C 

«4 

tinm.'-A 


Culverts 

189  to  197,  inclusive...   2,800. 

Road  and  farm  bridge 
abutments  on  sections 
No.  189  to  193,  inclu- 
sive     3,100..      "       "       •• 

Road   and    farm  bridge  ^\ 
abutments  on  sections 
No.  194  to  197,  inclu- 
sive   2,300..     "       "          '*. 

Putnam  Brook  waste  weir 

«n  section  No.  192 900..     "       "       " 

ENLARGEMENT  OF  THE  OSWEGO  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office  in  the  village  of  Fulton,  until  tbe 
22d  day  of  December  next  at  9  o'cock  in  the  fore- 
noon, for  the  following  described  work,  to  wit: — 


Section 


6 

&8( 

18  I 

19  1 
20^ 

21  I 


Liverp  '1  ( 
Level.    ( 

Phoenix 
Level. 


S9,000  . 
6,000.. 
8,000.. 
8,000.. 
7,000.. 
7,000.. 
6,000.. 


April  15, 1867. 

II      11      <t 


Culverts  on  sections  5  &.  6  2,600. 
"      18,19, 

and21 2,600..     "      "      " 

Bridge  at  Phoenix 600.. July  1st,  18K. 

Leagthening  guard  lock  2.      400..  April  16,    " 
Bridge  At  Obwb^ 1,000..     "      «      « 


830 


AMERICAN    RAILROAD    JOURNAL.. 


ENLARGEMENT  OF  THE  CAYUGA  AND 

SENECA  CANAL. 
Sealed  proposals  will  be  received  at  the  En- 
gineer's Office,  in  the  village  of  Albion,  until 
Wednesday,  the  27th  day  of  December  next  at  9 
o'clock  A.  M.,  for  the  following  described  work,  to 
wit: — 

Section  232  with  penalty  iu  bond  of S3,700 

6,400 
7,600 
4,600 
6,400 
4,600 
0,500 
8,300 
0,100 
4,300 
3,800 
2,000 
8,00fl 
7,000 
6,000 
9,200 
8,100 
8,000 
7,600 
8,400 
6,200 
7,300 
6,600 
6,700 
3,000 
6,700 
6,800 
10,000 
7,300 
8,500 


<< 

233 

(1 

(t 

l( 

234 

II 

236 

IC 

'.     " 

230 

« 

■:--          -■       *t' 
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l« 
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l( 

M 
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II 
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■'■■  '••.■- 
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tt 
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l( 

M 
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243 

l( 
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244 

IC 
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ti 

a. 
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280 

l( 
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287 

It 
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Culverts  on  Sections  232  to  244 2,300 

"  ''.       286  to  298 8,000 

:''•';«-        310  to  315 6,000 

Mud  Creek  Aqueduct 6,500 

Bridge  Abutments  on  Sections  232  to  244.  5,700 

...i..**,.    .,.      I.         •  «         286  to  298.  7,000 

'    *«      ■        "                     "        311  to  315.  3,100 
Waste  Weir  on  Section  313 500 

Section  232  to  244,  both  inclusive,  with  the 
Culverts  and  Bridge  Abutments  on  said  Sections, 
to  bo  completed  by  April  1st,  1867.  The  re- 
mainder of  said  work  to  be  completed  by  the  1st 
day  of  April,  1856. 

All  propositions  must  be  for  a  sum  certain,  as 
to  the  price  to  be  paid  or  received,  for  each  and 
every  kind  of  work  ;  and  no  proposition  not  thus 
defined  will  be  received  or  acted  upon ;  and  no 
proposition  will  be  considered  complete  unless  a 
price  for  every  kind  of  work  included  in  such  pro- 
position is  distinctly  and  plainly  inserted 

Every  proposal  shall  be  accompAnicd  by  an  af- 
fidavit, <!ndor.sed  thereon,  of  each  person  uniting 
iu  such  proposal,  that  he  is  not  directly  or  indi- 
rectly interested  in  any  other  proposal  for  the 
same  work  or  materials,  or  any  part  of  the  same  ; 
that  he  has  no  agreement  or  understanding  with 
any  other  person  to  become  interested  in  any 
other  proposal  or  contract  for  the  same  work  or 
materials,  or  any  part  thereof;  and  that  no  other 
person  than  such  as  shall  be  named  in  the  pro- 
posal Is  interested  in  the  same,  or  has  any  agree- 
ment or  understanding  to  become  interested  in 
any  contract  that  may  be  made  in  pursuance  of 
such  proposal. 

Every  proposal  for  work  or  materials  embraced 
in  the  above  statements  shall  W  accompanied 
with  a  bond  to  the  people  of  this  State,  iu  the 
penalty  specififd  opposiut  each  kind  of  work  in 
said  statement,  and  which  bond  shall  be  sigaed 
by  the  party  making  Such  proposal  and  two  or 
more  responsible  sureties,  with  such  evidence  of 
their  responsibility  as  the  contracting  board  shall 
require,  and  which  sureties  shall  justify  in  sums 
e<iual  iu  the  aggregate  to  twice  the  amount  of 
such  penalty. 

Each  proposal  must  be  accompanied  by  the  cer- 
tiflcate  of  the  Supervisor  of  the  town,  and  the 
County  Clerk,  or  the  County  Judge  of  the  county 
in  which  said  surety  shall  reside,  or  any  two  of 
them,  as  to  the  responsibility       said  sureties. 


The  persons  to  whom  the  work  may  be  award- 
ed will  bo  required  by  the  contracting  board  to 
give  the  bond  for  the  payment  of  laborers'  wages, 
as  required  by  chapter  278,  of  the  laws  of  1860. 

No  acceptance  of  a  proposal  or  award  of  a  con- 
tract by  the  contracting  board,  and  no  contract 
made  by  the  said  board,  or  any  interest  in  the 
same,  shall  be  assignable  to  any  person  or  persons, 
without  the  written  consent  of  the  Canal  Commis- 
sioners. 

Fifteen  per  cent,  of  the  amount  of  any  work 
ionc!  or  materials  furnished^t  the  contract  price 
thereof,  shall  be  reserved  ffy  the  Canal  Commis- 
sioner until  the  whole  work,  which  is  the  subject 
of  the  contractt,  shall  be  ftiUy  aud  entirely  com- 
pleted. 

In  case  the  contracting  board  shall  be  of  opinion 
that  the  proposals  made  at  any  meeting  thereof, 
pursuant  to  any  advertisement,  are,  in  consequence 
of  any  combination  or  otherwise,  excessive  and 
disadvantageous  to  the  State,  they  may  decline  all 
the  said  proposals,  and  advertise  anew  for  the 
work  aud  materials  embraced  therein. 

Contractors  will  be  required  to  receive  and  use 
in  the  work  all  such  materials  as  have  been  pre- 
viously procured  and  delivered  for  any  of  the 
above  work,  and  allow  such  prices  therefor  as  may 
be  exhibited  at  the  several  offices  prior  to  the  let- 
ting. 

The  prices  in  the  contract  will  be  considered  as 
inchtding  the  expense  of  furnishing  all  the  mate- 
rials, and  performing  all  the  work,  according  to 
tht  plans,  specifications  and  notices  exhibited  at 
the  letting. 

The  persons  to  whom  the  work  may  be  awarded, 
will  be  required  to  enter  into  contract  for  the  per- 
formance of  the  work  within  ten  days  after  the 
same  shall  have  been  awarded  to  them,^upon  the 
terms  prescribed  by  the  contracting  board. 

The  name  or  names  of  the  persons  proposing, 
must  be  written  out  in  full,  with  their  places  uf 
residence. 

The  maps,   plans,    specifications,   quantities    of 

materials,  propositions,  blauk  coutracLs  and  boDua 

will  be  ready  for  exaniination  at  the  several  places 
specified  in  this  notice,  ten  days  previous  to  the 
time  specified  for  the  several  lettings. 
Dated  at  Albany,  November  29th,  1854. 

HENRY  FITZHUGH,  ) 

FREDERICK  FOLLET,      V  Canal  Comm'rs. 

CORNELIUS  GARDINIER, ) 

JAMES  M.  COOK,  Comptroller. 

JOHN  T.  CLARK,  State  Eng.  and  Surveyor. 


Sew  York  and  Erie  R.  R. 

On  and   after  Monday,  //ec.  '^th,  and  until  further  BOtiM 

_;«M  PAtSKIIOEU  TRAINS 

^^^^,  ^11  leave  Pier  foot  of  Duane  street 
^^^^W  as  follows,  viz  :  — 


Buffalo  Express,  at  7  a.in.  for  BafBtlo. 

DcNKiRK  Express,  at  7  a.ni.  for  Duakirk. 

Mail,  at  %ii  a.m.  tbr  Dunkirk  and  Buffalo,  and  liitenncdiate 
statioiig. — Paaaengera  by  this  train  will  remain  over  nigbt  at 
any  :>tation  between  Biii^bumton  and  Corniug,  and  proceed  the 
next  morning. 

RoCKLAND-rASSKNCKB.  at  2X  p.m  ,  (from  ffjot  of  Chambers 
Street)  via  Pieniioat,  tot  Suflerns  aud  intermediate  vtatious. 

Newbcrgh  Express,  at  4  p.m.  for  Newburgh. 

Wat  Passbkokr,  at  4  p.m.,  for  OtisviUe,  and  intermediate 
•tationa. 

N40HT  Express,  at  &  p.m.  for  Dunkirk  anil  Bufialo. 

Emigrant,  at6  p  m.,  for  Dunkirk  and  Buiiiilo  aud  intermedi- 
ate stations. 

On  Sundays  only  one  Express  Train— at  (^  p.m. 

These  Kzpreea  Trains  connect  at  Xlmira,  with  the  Elmira  it, 
Niagara  Falls  Raiiroa<i,  for  Ni.igara  Falls,  at  Buffalo  and  Dun- 
kirk with  the  Lake  Shore  Railroad  for  Cleveland,  Cincianati, 
Toledo,  Detroit,  Chicago,  etc. 

47  tf.  D.  C.  McCALLUM,  General  8np't. 


Iiocomotiyes  for  Sale. 

THE  Subscriber  otScn  for  tale  the  following  Locomotives 
and  Tenden,  suited  for  a  5  feet  gauge. 
One  very  superior  18  Um  Passenger  Engine.  DrivingWbeels. 
5>i  ffst  diameter  with  8  wheel  tender. 
One  v«iy  superior  16  ton  FYeight  Engine.  Driving  Wheels. 
4  feet  diameter  with  8  wheel  Tender. 

The  above  machines  are  from  one  of  the  best  shops  In  the 
country,  built  and  flnisbed  ia  the  beet  manner,  and  can  b«  de- 
livered in  ten  days  from  receipt  of  order.    To  any  company  iu 
want  of  such  machines,  these  are  recommended. 
For  Price,  term*,  *c.,  apply  to        THOS.  M.  CASH, 

Philadelphia  XaHuKty  Agency. 
.       No.  ao  South  Fourth  at. 
49  »t     •""^  tVw*  *^T'«*  U  Pnuksa];,niiA. 


JMotice  to  Contractors. 

EUROPEAN  &  NORTH  AMERICAN  R.  R. 

NEW  BRUNSWICK. 

Contract  for  Sleepers  or  Cross  Ties. 

WANTED  100,000  Hacmetae  or  Cedar  Sleep- 
ers to  be  delivered  in  equal  proportions  at 
the  Port  of  St.  John  and  the  ^end  of  the  Petit- 
codiac  River  on  or  before  1st  of  August  next. 

The  Ties  to  bo  sound  and  straight,  nine  feet 
long,  ten  inches  by  six  inches,  with  a  hewn  surface 
top  and  bottom  of  not  less  than  eight  inches. 

Parties  desirous  of  tendering  for  the  above  or 
any  portion  of  them  are  requested  to  send  in  their 
prices  to  the  undersigned  at  bis  office^  St.  John, 
on  or  before  the  25th  December,  1854. 

W.  E.  ROSE. 
St.  John,  Nov.,  1854.  47  4t. 

For  Sale. 

BY  the  Baltimore  and  Ohio  Railroad  Company,  24  crate  cars 
adapted  to  railroad  pur(XMe,  which  will  be  sold  at  a  rea- 
sonable price.    For  fUrtlier  iriformation  apply  to 

80IUEL  J.  HAYES, 
_'  .    '  -  M.  ol  {(..Baltimore  and  Ohio  R.  R.  Co., 

V,  BRIDGES  &  BRO., 
10  tf  64  Coortiand  at,  New  York. 

PMladiilpliiii,  Wilmington  & 
Baltimore  Railroad. 

UNITED  STATES  MAIL  ROUTE  TO  THE 

SOUTH  AND  WEST. 

Trains  will  leave  the  Southern  and  Western  Station^  comer  of 
Broad  and  Prime  streets,  Philadelphia,  at  8  30  am.  li  45,  3  and 
11pm. 

PARI   BT  THKODOH  TICKBTS  TO  THI  SOITrB. 

From  New  York  to  Wilmington $15  50 

do        do  Norfolk 8  60 

From  Philadelphia  to  Wilmington 14  00 

do       do  Norfolk. ....^    6  50 

do       do  Petersburg 9  00 

do        do  Richmond 8  00 

FARE    BT   THROUGH   TICKETS   TO   TBI   WIST. 

From  New  York  to  Cincinnati $13  50 

do        do  Loaisville 14  50 

From  Philadetpbia  to  Cincinnati . . ......  11  00 

do       do  Louisville .  12  00 

From  New  York  to  Indianapolis.... 18  00 

An  extra  charge  will  be  made  for  meals  and  state  rooms  mj 
board  the  boats.  3.  L.  SPAFFORD, 

27  tf  General  Sup't. 

Fagrg^otted  Car  and  Eng^lne 
Axles 

FORGED  BY  RANSTEAD,  DEARBORN  it.  CO.,  BOSTON. 
Mass. 
These  Axles  are  drawn  f^om  the  faggot  entirely  by  the  ham- 
mer,  and  are  all  warranted. 

Welded  Wrong^bt  Iron  Tabes. 

THE  subscribers  having  lately  added  to  their  Cumberiand 
Nail  and  Iron  Works  an  establishment  for  making  Wrought 
Iron  Tubes,  are  now  prejiared  to  supply  the  trade  with  tubos 
two  to  twelve  feet  in  length,  tlimished  witii  screws  and  ferrukii 
on  their  ends,  of  the  following  sizes— inside  diameter, 

%,    H,     «,     a,     X,    1,    l>r,    IX  and  2  inches, 
Warranted  and  (ViUy  proved,  equal  to  the  best  Pipes  manu- 
fkcturcd. 

All  orders  addressed  to  us  will  receive  prompt  attention,  and 
liberal  discounts  ttaat  the  list  of  prices  will  be  aUowed  to  the 
trade. 

REEVES,  BUCK  &.  Co., 
No.  45  North  Water  Street,  Phikutolpbia. 
July  13, 1854.  a8.6m. 

RAILROAD   CAR    GU£AS£. 
Jam^s  Bayes  &  Co.^ 

6  MINOR  STREET, 

PHILADELPHIA. 

MANrFAcrrRBRB    or 
SOFT  WHITE  GREASE, 

For  Coal  and  Freight  Cars,  Heavy  Ma- 
chinery, etc.,  etc., 

STIFF  WHITE  GREASE, 

For  ^Vatcr-AVbeel  Ondxeoni,  Heavy  B««r- 

iHora,  ilollera  on  Iuclli««d  Planes  i 

OMNIBUSES,  WAGONS,  AND  OTHER  CARRIAGES, 

In  Cans,  Kegs,  and  Barrels. 

SUPERIOR  YELLOW  GREASE, 

Par  Passenger  Cars,  etc  ,  etc. 

THE  above  ditTereot  kind:)  of  Qrease,  having  been  in  use  for 
some  time  past  on  several  Railroads  in  tbe  United  Statia, 
can  be  coofldeudy  recommended  for  their  general  uaeAiloess 
and  econctny.  49  u' 

0AMPLX9  V09WASDE9 19»«  MFfUOAtOOV. 
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For  Sale. 

A  STATIONARY  Eojpue  having  cylinders  13 
inches  bore  and  20  inches  stroke,  complete  in 
all  respects  and  ifnished  in  tue  beet  manner.  Has 
been  in  ase  about  six  months. 

ROGEHS,  KETC^UM  &  GROSVENOR, 
Pat^non,  New  Jersey, 
Jul. 14  29  tf.]  or  74  Broadway,  New  York. 

Tbe  Lowell  Mactiine  Shop 

CONTINUBS  to    manufacture  to  order,  FRGiaHT    iud 
PAS8ENGEK    LOCOMOTIVES   of   dillereiit  classes, 
with  tlie  most  modem  inijiroveroeots, — 

ateo  MACHINISTS'  TOOLS, 
specially  adapted  to  Railroad  Repair  Sliopx,  and  to  the  con- 
Btnictioo  of  uiachinery  generally.  These  Tool*  are  of  the  most 
approved  conetructioo  and  coiigist  in  part  of  Knjjine  Lathes, 
Hand  Lathes,  Vertical  Drilling  Latlieii,  and  Planers  of  various 
sizes  aiid  iengitis,  Compound  Planers,  Sliaping  Machines,  Slut- 
ting Machines,  Bolt  aud  Nut  Machines,  Oear  Cutting  Kugines, 
Chuck.-,  Compound  Slide  Restn,  Machines  for  bormg  Crank 
^Pin  Holes  in  Locomotive  driving  wheeic,  Trip  hammers,  &«.,  &c. 
COTTON  MACHINERY  of  all  descriptions,  BOILERS, 
SHAJTINa  and  MILL  WORK,  CASTINGS,  and  aU  work 
usuftlfy  done  in  Machine  Shops  and  Foundries. 

WILLIAM  A.  BURKE,  Sup't,  Lowell,  Mass. 

J.  T.  aTSVES&OS,  Treasurer,  5  Tremont  st  Boeton. 


/. 


Boiler  and  Tank  RlTets, 
Mats  and' Washers; 

All  Sizes  of 

Bolts  and  Bolt  £nds 

for  Sale  by 
BRIDQBS  &  BROTHER, 
64  Coortland  sL,  N  T 

NEW  YORK  AND  ERIE  RAILROAD  LOA;^. 
— The  Committee  appointed  to  report  in  re- 
gard to  the  fiaancial  affairs  of  the  New  York  and 
Erie  Railroad  Company,  beg  leave  to  recommend  : 

That  the  Company  advertise  for  sealed  propos- 
als, to  be  opened  on  the  10th  of  January  next,  f»r 
the  purchase  of  84,000,006  7  per  cent.  Bonds,  re- 
deemable in  twenty  years,  with  interest,  coupons 
payable  1st  February  and  Ist  August. 

And  that  for  the  purpose  o/  gradually  reducing 
the  debt  of^he  Company,  the  New  York  and  Erie 
Railroad  Company  pledge  themselves  la  said  Bonds 
to  pay  monthly,  commencing  on  the  1st  ot  March 
next,  the  sum  of  thirty-tive  thousand  dollars  into 
the  hands  of  TrusU^es,  to  be  by  them  invested,  as 
well  as  the  accruing  interest  on  the  investments,  ia 
the  Bonds  of  the  New  York  and  Erie  Railroad 
Company  of  the  new  issue,  as  long  as  they  can  be 
purchased  at  or  under  par.  And  that  whenever 
tbe  said  Bonds  of  the  new  issue  cannot  be  pur- 
chased at  or  under  par,  then  the  said  Trustees  to 
invest  tbe  said  monthly  payments  and  the  accru- 
ing interest  in  any  Bonds  of  the  New  York  and 
Erie  Railroad  Company  which  can  be  purchased 
at  or  under  par. 

And  whenever  it  shall  be  impossible  to  purchase 
any  of  the  Bonds  of  the  New  York  and  Erie  Rail- 
road Company  at  or  under  par,  then  the  said  Trus- 
tees shall  invest  the  said  monthly  payments  and 
all  accruing  interest  in  such  Bonds  of  the  New 
York  and  Erie  Railroad  Company  sm  can  be  pur- 
chased at  tbe  lowest  rate. 

And  all  Bonds  on  being  purchased  by  said  Trus- 
tees shall  be  sanceled  by  writing  or  printing  on 
the  face  "Held  by  the  Sinking  Fund  of  tbe  New 
York  and  Erie  Railroad  Company,"  but  that  the 
interest  warrants  on  said  cancelled  Bonds  shall  be 
collected  by  said  Trustees,  as  they  become  due, 
until  the  monthly  ^yments  of  the  New  York  and 
Erie  Railroad  Company  and  the  accruing  interest 
or  the  conversion  of  convertible  Bonds  into  Stock 
of  this  Company,  shall  have  reduced  the  entire 
debt  of  the  Company  to  S20,000,000.  Aaer  which 
the  said  monthly  payments  shall  cease,  and  the 
trust  vested  in  said  Trustees  shall  be  closed,  and 
all  cancelled  bonds  and  the  unpaid  interest  war- 
rants delivered  to  the  Company. 

And  the  Committee  would  ftirther  recommend 
that  the  Board  of  Directors  adopt  tbe  following  re- 
solutions : 

W/ureas,  The  period  has  arrived  when  it  is  ex- 
pedient and  necessary  to  close  tbe  construction 
account  of  this  Company,  to  be  reopened  only 
when  the  imperative  necessity  of  the  increasing 
traffic  OQ  the  road,  ao4  tbe  state  of  the  finaaoes 


of  the  Company  will  render  it  perfectly  evident 
that  it  is  proper  and  justifiable  to  reopen  it,  so  as 
to  increase  the  present  capacity  of  the  Road. — 
Therefore 

Resolved,  That  any  and  all  future  expenditures 
beyond  the  amount  to  be  derived  from  the  pro- 
ceeds of  the  new  loan,  after  reimbursing  the  In- 
come Bonds  due  1st  February  next,  be  chaiged  to 
transportation  expenses. 

Resolved,  That  as  often  as  the  Bonds  purchased 
by  the  Sinking  Fund  amount  to  10  per  cent,  on 
the  Capital  Stock,  this  Company  will,  upon  re- 
ceiving due  authority  from  the  Legislature  of  this 
State,  declare  at  the  next  semi-annual  dividend 
day  a  stock  dividend  of  10  per  cent. 

Resolved,  That  the  resolutions  be  published  in 
the  daily  papers,  so  that  the  public  have  cogni- 
zance of  the  future  policy  of  the  Company. 
(Signed.) 
CHARLES  MORAN.     1 
SHEPHERD  KNAPP.    I       Special 
WILLIAM  E.  DODGE.   \     Finance 
NELSON  ROBINSON,    I   Committee. 
GEORGE  F.  TALMAN.J 
New  York,  Oct.,  21, 1864. 

Sealed  proposals  will  be  received  at  the  office 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY in  the  City  of  New  York,  until  the  lOth  of 
January,  1855,  for  the  purchase  of  S4,000,000  of 
the  bonds  of  tbe  Company,  bearing  7  per  cent,  in- 
terest payable  semi-annually  on  the  Ist  day  of 
February  and  August,  redeemable  in  twenty 
years. 

The  NEW  YORK  AND  ERIE  RAILROAD 
COMPANY  pledge  thennelveB  in  said  bonds  to 
pay  monthly,  commencing  on  the  1st  of  March 
next,  the  sum  of  thirty-live  thousand  dollars  into 
the  bands  of  the  United  States  Trust  Company  ol 
the  city  of  New  York  to  be  by  them  invested, 
as  well  as  all  accruing  interest,  in  the  bonds  of  the 
NEW  YORK  AND  ERIE  RAILROAD  COMPANY 
of  the  present  issue,  as  long  as  they  can  be  pur- 
chased at  or  under  par ;  and  whenever  the  bonds 
of  the  new  issue  caimot  be  purchased  at  or  under 
par,  then  the  said  trustees  shall  invest  the  said 
monthly  payments  and  the  accruing  interest  in  any 
bonds  of  the  NEW  YORK  AND  ERLE  RAILROAD 
JOMPANY  which  can  be  purchased  at  or  under 
par.  And  whenever  it  shall  be  impossible  to  pur- 
chase any  of  ihe  bonds  of  the  NEW  YORK  AND 
ERIE  RAILROAD  COMPANY  at  or  under  par, 
par,  then  tbe  said  trusteess  shall  invest  the  said 
monthly  payn>ents  and  the  accruing  interest,  in 
such  bonds  of  the  NEW  YORK  AND  ERIE  RAIL- 
ROAD COMPANY  as  can  be  purchased  at  the  low- 
est rates.  And  all  bonds  when  purchased  by  the 
said  trusteess  shall  be  cancelled  by  writing  or 
priniingon  their  face  :  "Held  by  the  Sinking  Fund 
of  the  NEW  YORK  AND  ERIE  RAILROAD  COM- 
PANY ;"  ¥ut  the  coupons  on  such  cancelled  bonds 
shall  be  collected  by  said  trustees  as  they  become 
due,  until  tha  monthly  payments  of  the  NEW 
YORK  AND  ERIE  RAILROAD  COMPANY,  and 
the  accruing  interests,  or  tbe  conversion  of  conver- 
tible bonds  into  stock  of  the  Company,  shall  have 
reduced  the  entire  debt  of  the  Company  to  S20,- 
000,000.  After  which  the  said  monthly  payments 
shall  cease,  and  the  trust  vested  in  such  Trustees 
be  closed,  and  all  cancelled  bonds  and  the  unpaid 
interest  warrants  delivered  to  the  NEW  YORK 
AND  ERIE  RAILROAD  COMPANY. 

The  snccessful  bidders  will  be  required  to  pay 
10  per  cent,  in  cash  on  the  notice  of  the  accep- 
tance of  their  bids  ;  20  per  cent,  on  the  20th  of 
January ;  30  per  cent.  1st  February  ;  20  per  cent 
16th  February,  and  the  balance  on  the  1st  of 
March. 

The  Income  Bonds  of  the  NEW  YORK  and 
ERIE  RAILROAD  COMPANY  wiU  be  received 
in  part  payment  at  par,  and  the  accrued  interest 
till  day  of  surrender  to  the  Company. 

The  Directors  of  the  NEW  YORK  and  ERIE 
RAILROAD  COMPANY,  in  offering  the  present 
loan  to  tbe  public  beg  leave  to  state  that  it  will 
be  amply  sufficient  to  pay  the  Income  Bonds  re- 
deemable on  the  1st  February  next,  and  the  en- 
tire present  floating  debt  of  the  Company,  as  well 


as  to  complete  all  tbe  unhuibhed  w  ork  now  under 
way. 

By  a  resolution  of  the  Board  of  Dirt  dors,  al 
future  outlays  oi  every  kind  beyond  tbe  proceeds 
of  the  present  loan,  will  be  charged  to  expense 
account,  and  paid  trom  tbe  income  of  the  Com- 
pany, after  payment  of  the  interest  on  the  funded 
debt,  and  the  monthly  payment  to  the  Sinking 
Fund. 

After  the  negotiation  of  the  present  loan  and 
the  redemption  of  the  Income  Bunds,  the  position 
of  the  Company  will  be — 

Stock $10,024,000 

Bonds  of  1867,  First  Mortgage 3,000,000 

Bonds  of  1869,  Second  Marigage 4,000,000 

Bonds  of  1883,  Third  Mortgage 6,000,OUtJ 

Bonds  of  1862,  Convertible 3,600,000 

Bonds  of  1871 ,  Convertible 4,861 ,000 

Bonds  of  1876,  present  loan 4,000,000 

Total $24,876,000 

In  the  opinion  ol  the  Directors  it  is  perfectly 
safe  to  estimate  the  gross  earnings  of  the  Road, 
for  the  coming  year,  at  S6,000,(X)0,  from  which 
must  be  deducted : 

Expenses  56  per  cent $3,300,000 

Seven  per  cent,  on  debt  $24,- 

861,000 1,789,670 

Sinking  Fund 420,000 

$6,469,67 

Net  revenue  equal  to  over  6  per  cent, 
on  stock  applicable  to  cash  dividends 

and  contingencies 640,430 

The  Directors  of  the  Company  are  conddent  these 
estimates  will  be  fully  realized.  The  gross  re- 
ceipts since  the  Road  has  been  in  •operation  to 
Dimkirk,  have  been  forpas'gersand  freight  alone- - 

1861  to  1862$3,047,748  increase. 

1862  to  1863  4,138,424  $1,690,676,  say  36}  per  ct. 

1863  to  1854  6,122,666       934,242,  say  23J  per  ct. 
The  business  of  tbe  road  depending  mainly  ou 

the  local  traffic,  must  inevitably  increase  in  tbe 
same  ratio  as  the  population  of  the  Counties 
through   which   it   pasties.     In  the  opinion  of  the 

Superintendent,    Mr.  McCoUum,  the  road  ia  ila 

present  position  and  with  its  present  equipment, 
can  earn  $8,000,000.  If  the  future  increase  in  the 
receipts  be  estimated  at  only  16  per  cenu  per  an- 
num, which  is  not  much  over  one-half  of  tbe  av- 
erage increase  of  the  past  the  above  utmost  capa- 
city of  the  road  will  be  tested  in  1858.  " 

As  to  the  running  expenses,  as  they  were  only 
534  per  cent,  in  1863  and  1864,  there  is  every  pr«- 
bability  that  with  rigid  economy  and  an  increat  * 
in  the  traffic,  they  can  be  reduced  to  60  per  cen< ., 
but  they  have  been  estimated  at  65  per  cent.,  to 
as  to  leave  ample  margin  for  contingencies. 

The  effect  of  tbe  monthly  pnrchases  by  the 
Trustees,  of  tbe  Bonds  of  the  present  issue  on 
tteir  market  value,  cannot  fail  to  be  immediate, 
and  will  insure  to  the  original  purchasers  a  cer- 
tain profit  within  a  moderate  time ;  for  whilst  the 
amount  outstanding  will  decrease  each  month,  tbe 
absorption  by  the  Sinking  Fund  will  constantly  in- 
crease by  the  accruing  interest  on  the  Bonds  in 
the  hands  of  the  Trustees.  In  8^  years  the  Sink- 
ing Fund  will  absorb  $4,768,063,  estimating  all 
the  purchases  of  bonds  by  the  Sinking  Fund  to  b« 
made  at  par.  That  the  Company  will  be  in  a  coo. 
dition  to  make  promptly  the  monthly  payments 
to  the  Sinking  Fund,  no  one  at  all  acquainted 
with  the  income  of  the  Company  can  doubt  for  a 
moment.  All  the  past  difficulties  of  the  Company 
have  arisen  from  the  necessity  of  contracting  for 
expenditures,  before  securing  the  requisite  funds 
to  meet  them.  This  is  now  entirely  at  an  end 
whilst  the  daily  increasing  revenue  of  the  Com- 
pany mttst  inevitably  increase  the  market  value  o 
its  Bonds,  as  well  as  of  its  Stock,  the  latter  o 
which  will  no  doubt  ere  long  take  rank  among  ou 
most  solid  investment  stocks. 

Proposals  should  be  endorsed  "  Proposals  f«- 
New  York  and  Erie  Railroad  Loan,"  and  addres- 
sed to  DANIEL  DREW,  TreasurjT,  Erie-pJace. 
HOMER  RAMSDELL,  Presidvut. 

Nathaniel  Marsh,  Secretary. 

New  York,  Oct.  23, 1864. 
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SEPTIMUS  NORRIS, 

OIVIK  MECHANICAL  t  CONSULTING  ENGINEER 

0FJ<'KK8  liw  berviceii  to  Kailruail  CuaiiHiiiics  and  Kn^utiei)<, 
to  (irovitlti  theiii  with  Plaiu  and  Pr(>(>orliou!i  uf  ]j<jcoiiio- 
tives  for  bumiug  coal  or  wood  ;  cmIUii);  tiw.  atCentiou  of  Engi- 
neere  and  Railrt<ad  Muna^ers  lo  his  Nfw  Patent  Boiler  Jin- 
burning  Anthrticitc  Cual ;  also  I'laus  for  Deixjt  Buildiut;s, 
fiaiiroad  'I'ools,  and  all  kind^  of  Ma<;hiiM!ry  appcrtaiiilut;  to 
Railroads  ,  he*  will  also  sii^ieriiitetid  pei^oiully  the  conslructiou 
and  biiildtii);  of  any  Locomotives  tlu^y  may  order,  in  thJK  or  any 
other  city,  so  «.-<  to  injure  the  Coin|>aiiics  receiving  good  iiui- 
cbines  and  faithful  workniariKliui. 

Having  l>een  mgaged  for  iiiiuiy  years  professionally  aa  Engi- 
neer u|Hin  many  of  our  nio.'^t  iin^Mirtant  KoadH,  in  their  Loca- 
tion, Kiiildiiig  and  Ei|iiipuiniit,  and  tor  th<>  last  21)  yeam  pRicti- 
cally  engaged  in  tliu  Alaiiul'actiire  of  Ixiconiotivcii,  feels  satis- 
fied, he  can  sure  the  Cuwpanies  trhu  muu  think  propter  to  en- 
gage his  services, ntany  dollars,  awl Ibss  btf  rtcciving  impei/ect 
iitachittes,  which  liuvs  Lioeii  built  and  put  together  huatily. 
Address  to  No.  28  Siunlner  iu,  Philadelphia. 


NUGENT^S  COLLEGE 

OP 

ENGINEERS  AND  MECHANICS, 

Public  Square,  Cleveland,  Ohio. 
E.  Nugent,' C.  E.,  Principal. 

THE  design  of  this  IiUstitution  is  to  afford  young  men  an  op- 
portuuity  of  acquiring  a  knowledge  of  the  profession  of 
Civil  Engineering,  and  to  Mt>chanica  and  Tradesmen  a  sound 
theoretical  and  practical  knowledge  of  MathematiCH,  Architec- 
tural and  Mechanical  Drafting,  Plain  and  Ornamental  Peuman- 
sbip,  HM. 
For  urther  particulars  addreaa  the  Princi  al. 


PHILADELPHIA  RAILWAY  AGENCY 

AND 

General  Furiiisliing:  Depot 

OF  ALL  ARTICLES  REyUIRED  BY 

RAILROAD    COMPANIES, 

Ay.  80  iioulh  Fourth  street, 

PH1LADj5.LiPHIA. 

Railroad  Chairs, 
Railroad  Spikes, 
Car  Wheels, 


Car  Axles, 
Boiler  and  Tank  Riveta, 
Bolts,  Nuts,  Washers, 
Car  Lanterns  and  Laini>s, 
Conductors'  Lanterns, 


Kngineers'  Lanterns, 
Locomotive  Head  Lights, 
Car  and  Switch  Locks, 
Jack  Screws,  Vises, 
Patent  Oil  Cans, 
Steam  Uauge.s, 
Steam  Whistles, 
Spring  Balances, 


Car  Findings  &c  ,  &c  , 

ALL  orders  promptly  filled  at  manufacturers'  prices  ami  for- 
warded with  despatch.     Particular  attention  paid  to  con- 
tracting for  Locoiiioiives,  Cars,  Kuilroad  Iron,  ice. 

The  subscritjer  being  Agent  for  several  manufacturers  of 
Machinists'  Tools  is  enabled  lo  furnish  Railroad  C'om|>anle8  with 
Lathes,  Planing  Machines,  Drills,  d:c.,  of  the  l>est  quality  at 
mauulacturers'  prices. — Orders  solicited 
60  ly  THOa  M.  CASH. 

TTOCOMOTIVE  FOR  SALE. 

ANEW  Engine  built  in  the  best  manner  and  of  the  best 
materials  is  otfered  for  sale  at  our  Works  at  Paterson, 
New  Jersey.    The  following  is  a  brief  description  : 
Cylinders — 13  inches,  with  22  inch  stroke. 
Drivers — four  in  number,  6  feet  in  diameter.  ' 

Gauge— 4  feet  8>t  iiicheM. 
Boiler— of  best  Peiina.  Iron  with    120— IX  inch  Tulxw, 

10.x  feet  long. 
Fire  box— 30x40x48  inches. 
Tank— to  contain  1500  Gals. 
This  £iigiiie  «»as  built  for  a  road  wliicli  is  unable  to  pay  for  it 
and  will  be  sold  low. — Apply  personally  or  by  letter  to 
JAMBS  JACKSON,  President, 
Maw  JsRsar  Locomotive  Maohihb  Ck  , 
60  4t  Paterson,  N.  J. 

SEY3101IR,  MORTON  Sl  CO., 

GENERAL  RAILRO.VD  AGENCY, 
Office,  Metropolitan  Bank  Building,  A'u.  110  Broadieay. 

HAVE  to  dis|>ose  of  at  private  sale,  in  ainoHats  to  suit  per- 
sons desiring  to  invest,  the  following  valuable  Securities  : 

LOUISVILLK  CITV  bonds,  at  36  years. 

OHIO  AND  MISSISSIPPI  R.  K.  STOCK,  drawing  interest 

MAYSVILLK  AND  LEXINGTON  MORTGAGE  BONDS, 
at  24  years. 

MAYSVILLE  AND  LEXINGTON  R.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  STOCK. 

SCIOTO  AND  HOCKING  VALLEY  R.  R.  FIRST 
MORTGAGE  CONVERTIBLE  BONDS. 

LOUISVILLE  AND  NASHVILLK  R.  B.  STOCK. 

BUFFALO  AND  STATE  LINE  R.  R.  BONDS. 

They  are  prepared  to  negotiate  contracts  for  the  aonstniction 
and  e<]uipment  of  railroads  in  any  part  uf  the  country,  including 
(Urnialiing  cor|>s  of  engineers  and  contractors,  locomotive  en- 
gines and  can,  railroad  bridges,  McCallum's  Patent,  railroad 
iron,  chairs,   pikes,  switch  Irons,  Sec.,  &c. 

HanunelPs   Patent  Reclining 
j^  Car  Seat 

^^  for  Night  or  Day  TrccvetUng. 

THE  subscriber,  having  been  appointed  sole  agent  for  the  sale 
of  this  Seat,  begs  to  call  the  attention  o(  lUilroad  Officers 
to  this  valuable  Improvement  for  comfort  in  Railroad  Travelling. 
They  can  now  be  furnished  at  about  the  same  cost  as  the  or- 
dinary car  seat,  and  with  the  manufacturer's  present  arranjce- 
•aent,  they  occupy  but  little  more  s^iace  in  the  car. 

TH08.  M.  CASH, 
49  ams  Nol  80  floutb  Fourth  st,  Pkilasblphia. 


ENGINEERS. 


Atkinson,  T.  C, 

Minine  and  Civil  Engineer, 
Alexandria,  Va. 


i   Barnes  Oliver  W., 

Chief^ng.  Pittisburg  and  CoiinclUville  R.R.  Co.,  Pitbtburg,  Pa. 


Edward  Royle, 

Chief  Engineer,  2d,  3d,  and  9th  Avenue  Railroads  New  York 
Orticu  123  Chambers  st 

Clement,  Wm.  II., 

Lhtle  Miami  Railroad,  Cincinnati,  Dhio^ 

Cozzens,  W,  H,, 

Kngineer  and  Sui^eyor,  St.  Louis,  Mo. 


Alfred  W.  Craven, 

tJhifiJ  Engineer  Croton  Aqueduct,  New  York. 


Cbarles  W.  Copeland, 

Steam  Marine  and  Railway  Engineer, 
64  Broadway,  New  York. 


Davidson,  M.  O., 

Civil  and  Mining  Engineer,  Cumberland,  M4. 


C.  Floyd- J  ones.. 

Division  Engineer  3d  and  12th  Divisions. 

Illihois  Crntral  Raii.koad. 

Vandalia,lU. 


Cvay,  Edwawl  F., 

Civil  ELgino*;!,  Pliiladelpliia,  Pa. 


Gilbert,  Wm.  B., 

8yraru9c  aud  Binghamton  Railroad,  Syracuse,  N.  Y. 


Gzowski,  Ml-., 

j'.  Lawrence  &  Atlantic  Railroad,  Montreal, Canada. 

Grant,  James  M., 

New  Orleana  and  Nashville  R.R.,  Abardeen,  Mlsa^ 

Hoicomb,  f7  i\       " 

Ohie  Sag.  Augusta  and  Waynesboro,  and  Savanuali  au  1  P  nsa- 
coia  Kailtoada,  MarthaavUla;  Macon  Co.,  Qa. 


S.  W.  Hill, 

Mining  Engin'^erand  Surveyor,  Ragle  River, 
Lake  Superior. 


Uuger^  T.  P., 

Northf^aatern  Itailroad,  Charleston,  S.  C 

D^^itchell,  Jr^ 

Chief  Engineer  Pittsburgh  and  Steubenville,  and  C'hartiers  Valley 
Railroads,  Pittsburg,  Pa. 


Samuel  Mc  Klroy, 

■  .'^.  '"'''    Assistant  Engineer,  New  York  Navy  Yar<l. 

Mills,  Jobn  B.,  Civil  Engineer, 
Sackets  Harbor  and  Saratoga  R.  R.,  24  William  St,  N.  Y. 


SebUittlfer,  Cbarles  I^., 

Civf  Wa^tn  <^  <%den^burgh,  N.  T. 


Stransbaii,  J,  R., 

Ohio  and  Indiana  Railroad,  Bucyrus,  Ohio. 


Steele, -«l.  Dutton, 

Pottstown,  Pa. 


Cbarles  B.  Stuart, 

Cinl  Engineer,  Now  York. 


Edward  W.  Serrell, 

Civil  Engineer,  167  Broadway,  New  York. 

P.  J.  Tournadre, 

Chief  Engineer  Vicksburg,  Shreveport  and  Tezaa  R.B., 
Vioksburg,  Miaa. 

Trautwine,  Jobn  C, 

Civil  Engineer  and  Architect,  Philadelphia. 


Troost,  Lewis, 

Alabama  and  Tennessee  Railroad,  Selma,  Ala. 

A.  B.  Warford, 

Chief  Engineer,Susquek«ina  Railroad,  Harriabii       Pa. 

Wbipple,  S.,  ~ 

Civil  Engineer  and  Bridge  Builder,  Albany,  N.  T 

M^m.  J.  Young 

TTAS  removed  his  Engineering  and  Surveying  Instrument  Man 
••*  ufaclory  to  No.  33.  North  Seventh  Street,  Philadelphia. 

^.        BUSINESS    CARDS. 


Railroad  Instruments. 

TBTEODOLITES,  TRANSIT  COMPASSES  AND   LEVEL  S 
on  u  new  principle,  with  Fraiiuhofei-N  Munich  Glasses,  Sur  • 
veyors' Compasses,  Barometers,  Chains,  Drawing  Instruments  , 
etc.,  all  of  the  best  quality  and  workmanship,  for  sale  at  unus- 
ually low  prices  by  E.  &  O.  W.  BLUNT, 
New  York,  Dec  1, 1851.  No.  179  Water  street. 

James  Herron,  Civil  Engineer^ 

OF  THE  UNITED  STATES  NAVY  YARD, 
FENSACOLA,  FLORIDA., 

PATENTEE  OP  THE 

HERRON     RAlIiWAY     TRACK 

Models  of  this  Track,  on  the  most  improved  plan  may  l>e 
^yeu  at  the  Engineer's  office  of  the  New  York  &  Erie  Railroad . 

W.  G.  ATKJI'JSON; 

MINING  ENGINEER,   SURVEYOR   ANi)  DRAPTSMAN 

CUMBERLAND,  MARYLAND, 

Will  attend  to  business  in  bis  Profession  to  the  Coal  Region  aiid 
vicinity.  • 

REFERENCES : 

Jerry  Cowiles,  E»q.,  Sev> .  York. 

Col.   Win.    Yuimg,  do. 

Jaa.   W.  McCuUuh,  Esq.,  late  U.  S.  Treat.,  Washington 

June  25, 1863. 


Miller,  J.  F., 

Buffalo  and  Conbocton  Valley  Railro:td,  Avon,  N.  V, 


Morris,  Ellwood, 

Engineer  and  Agent  DAUPHIN  &  SUSQUEHANNA  CO., 
Cold  Spring,  Let>anon  Co.,  Peimsylvania. 


Septimus  Norris, 

Civil  antf  Mechanical  Engineer,  Philadelptiia. 

Saml.  &  G.  H.  Nott7 

Civil  Engineers,  No.  6  Nilee'  Building,  Change  Avenue,  Boston. 

Osborne,  Riebard  B., 

Civil  Bngiueer,  Office  73  South  4tli  st,  Philadelphia. 


Priebard,  M.  B., 

Eaat  Tenn.  and  Geoigia  RaQroad,  Knoxvilie,  Tenn. 


W.  Milnor  Roberts, 

Chief  Engineer  Alleghanj-  Valley  Railroad,  Pittsburgh,  Pa. 


Sbanly,  Walter, 

Chief  Engineer  By  town  and  Prescott  Railway, 
Prescott,  Canada. 

Roberts,  Solomon  W., 

Ohio  and  Pennsylvania  Railroad,  Pittsburgh,  Pa. 


Sanford,  C.  O., 

South  Side  Railroad,  Virginia. 


To  Engineers,  Arcbiteets  and 
Draug^btsmen. 

THE  undersigned  begs  ref-pectiiilly  Xa  inform  Gentlemen  in 
the  above  professions,  that  he  has  constantly  on  hand  a 
great  variety  of  inatniments  for  Field  and  Office  use. 

JAS.  PRENTICE, 
Feb.  9,  1863.  1  Chamber  street.  New  York. 


Qas  Fixtures. 

FIXTURES  for  Burning  Gas  tor  Lighting  Public  Buildings 
Private  Dwellings,  Stores  aud  Factories,  manufactured^ 
the  subscriber  in  great  variety.    Orders  by  Mail,  or  left  at  th« 


Factory  on  Causeway  street,  will  be  promptly  attended  to. 

HEN||r  ■     


N. 


Boston,  March  23, 1850. 


HOOPER  &,  CO. 
6mia 


H.  SAWYER 

(of  the  Ute  firm  of  SAWYER  &  BOBBY), 

Manufacturer  of  Transits  and  Levels, 

HAS  removed  to  Unioo  Place  near  Warburton  A  v.,  Voiikers. 
N.  y. 

J.  S.  Sewall. 

OIYIIi  SNQINSIUS, 

ST.  PAUL   MINESOTA. 

Edgre  Tools. 

THE  Underbill  Edge  Tool  Coinp.iny  manufacture  (Vom  the' 
l)est  of  Steel,  and  Warrant  every  variety  of  Edge  Tools  foi 
the  New  England,  Southern  and  Western  trade,  including  Axes     -.f 
Ad2es,  Picks  and  Chisels  ;  all  of  which  are  conatautly  kept  OL    %^, 
band  at  their  Warehouse,  63  Kilby  street,  Boston. 
»ec«mber  18, 1862.  WM.  S.  SAMPSON,  ArenL 
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